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The Atlantic Canada Aviation Museum
Halifax International Airport

P.O. Box 44006
1658 Bedford Highway

Bedford, N.S.
B4A 3X5

Website: http://acam.ednet.ns.ca
E-Mail: acam@ednet.ns.ca

Upcoming Meeting Dates:

Our next General Meeting is March 20th
at the Bedford SuperStore. Doors open
for social time beginning at 7:00 pm. The
meeting will begin at 7:30 pm.

The May General meeting will be held
on May 22nd at ACAM.
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KB-882, on its delivery flight to St. Jacques Airport, July 14th, 1964. This aircraft is
preserved in Edmundston, N.B. Photo by: Bruce Atkinson via Frank MacLoon
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Lancasters in Atlantic Canada
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Museum Notes
ID Quiz

and much more!

Reg and Joyce Clarke at the Annual General Meeting.
Rob MacIlreith, Photo
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The Lancaster Mk. X
By: Ken Brown

Atlantic Canada has played a major
role in the history of the Canadian built
Lancaster Mk. X.  In the early 1950’s,
RCAF Greenwood was the largest
Lancaster base in Canada. It was home
for 404 “Buffalo”, 405 “Eagle” Squad-
ron and No. 2 (Maritime) Operational
Training Unit which all flew the
Lancaster Mk 10.  103 Rescue Unit was
also based in Greenwood with a small
complement of Lancasters.  The Air
Navigation School at RCAF
Summerside, P.E.I. had five Lancaster
MK.10Ns on strength. In the mid 1950’s
No. 2 O.T.U. would relocate, with their
Lancasters to Summerside as well.  One
of the last operators of the Lancaster was
107 Rescue Unit at Torbay, NF.  Their
three aircraft were among the last
Lancasters to be retired from RCAF ser-
vice.

Victory Aircraft and the Lancaster
Mk. X

The history of Victory Aircraft’s
Lancaster Mk. X can be traced back to
March 1938, when the National Steel Car
Corporation (NSCC) started an Aviation
Division in Malton, Ontario. Initially
NSCC produced wings for Hampden
bombers and Hurricane fighters, as well
as, components for Harvard trainers, all
of which were being built in Canada.
Avro Ansons shipped from the United
Kingdom were also assembled in Malton.

Early in 1941, NSCC received a con-
tract to build 300 Martin B-26 Maraud-
ers for the USAAF under license.  218 of
these bombers were then to be transferred
to the RCAF. However, on September 18,
1941 the British Supply Council, in
Washington D.C., held a meeting which
would change the agreement , eventually
leading to the cancellation of the B-26
contract.  The chairman for the meeting,
Mr. E.P. Taylor, had recently returned
from England where the Minister of Air-
craft Production stressed the importance
and need for heavy bomber

Unidentified 103 Rescue Unit Lancaster at RCAF Greenwood Circa 1947.
(ACAM Collection)

Avro Lancaster Mk. I R5727 shortly before departing the UK for Canada.
(ACAM Collection)

production in Canada.  After some
negotiation it was decided that Canada
would start producing the Avro Lancaster
under license instead. By October 1941,
after some of tooling was in place, the B-
26 contract was officially cancelled.  The
following December, NSCC signed a

contract to build 300 Lancaster Mk. X
heavy bombers.  In January 1942, the first
drawings had arrived from England and
plans were drawn up to prepare for pro-
duction. Tooling and materials were re-
quired.  On Aug 25, 1942 a  Lancaster
Mk. I, R5727, arrived in Canada
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to be used as a pattern aircraft.  Due to
ongoing management problems at
NSSC’s Aircraft Division, the Canadian
government stepped in and took over
ownership on November 5, 1942.  The
company was renamed Victory Aircraft
and was operated as a Crown Corpora-
tion for the remainder of  World War II.

Victory Aircraft produced a total of
430 Lancaster Mk. X’s.  Production
peaked in early 1945, with one completed
airframe rolling off the line every day.
The initial RAF order for 300 airframes
(KB 700 to KB 999) was produced be-
tween August 1943 and March 1945.  The
additional order for 300 Lancaster’s (FM
100 to FM399) began rolling off the line
in March 1945.  Only 130 aircraft of this
second order were completed before pro-
duction was halted in September 1945.

The Lancaster Mk. X at War
The Mk. X was essentially a

Lancaster Mk. III with several changes
made to allow more stability to the Ca-
nadian production line.  With the Battle
of the Atlantic in full swing, it was es-
sential that the production rely as little as
possible on Great Britain for parts.  North
American companies would supply such
items as: ball bearings, instruments and
radios to lessen the dependence on the
U.K.  The Packard built Merlin 224 was
chosen to power the Mk. X.  However,
since the initial production of airframes
out numbered that of the engines, Rolls
Royce Merlin 38 engines were substituted
to power the first seventy-five aircraft off
the production line. Only the first few
production samples were fitted with their
Frazer-Nash turrets in Canada.  The ma-
jority of Mk. X’s would have their turret
areas covered over for the ferry flight
across the Atlantic. The turrets were then
installed once the aircraft arrived in the
U.K.

Another unique feature of the Cana-
dian built Lancaster’s was the electrical
system.  In order to allow the aircraft to
be fitted with either British or North
American electronics, a wiring system
was developed where by simply

unclamping 4 ground connections and the
system was converted from a one-wire
system to a two-wire system. Due to the
need to keep maintenance as simple as
possible and to speed up battle damage
repair, the major components of the Mk.
X airframe were interchangeable with the
British built Lancasters.

On August 1, 1943 KB 700, the first
Canadian built Lancaster, took to the air
at Malton, Ontario.  An official naming
ceremony was held on August 6.  KB 700
was christened the “Ruhr Express”.  The
highlight of this event was a flight crew
boarding the aircraft and taking off for
England.  Still needing some finishing
work done and further testing, KB 700
landed instead at Dorval, Quebec. Here
a crew from Victory Aircraft completed
the necessary work and testing.  The air-
craft finally arrived in England on Sep-
tember 15, 1943.

After  further modification, to pre-
pare it for combat operations, KB 700 was
assigned to 405 Squadron (RCAF) in No-
vember 1943.  On November 22, the Ruhr
Express flew its first combat sortie.  Un-
fortunately, due to an engine problem, the
crew was forced to jettison the bombs and
return to base early.

The aircraft’s first successful bomb-
ing raid took place on the night of 26/27

KB 700 “Ruhr Express” seen on Nov.
30th, 1943. KB 700 was the first Cana-
dian built Lancaster. She was de-
stroyed in an accident after complet-
ing her 50th mission.

(PL-26188)

November.  The target for the night was
the German capital, Berlin. This was to
be last operation sortie flown by KB 700
during its time with 405 Squadron.  Due
to its North American parts and Canadian
origin, KB 700 was not compatible with
405 Squadron’s British built Lancaster
MK. Is.  KB 700 was transferred to 419
Squadron (RCAF). 419 Squadron was
chosen to be the first Squadron to be
equipped with the Lancaster MK. X.

419 Squadron’s new Lancasters
would participate in their first raid on the
27/28 April 1944.  KB 700 was equipped
with dual pilot controls making it in de-
mand to help the Squadron’s pilots be-
come current with Mk. X.  Ruhr Express
would not see combat again until the
night of June 5/6, 1944. On returning
from a raid on Nurenburg on January 2,
1945, KB 700 ran off the end of the run-
way on its roll out after landing.  The pi-
lot, F/L Warner, moved the aircraft out
of the line of the other aircraft landing
and onto the perimeter track when the
starboard wing hit a piece of construc-
tion equipment, which ruptured a fuel
tank.  KB 700 was afire within seconds.
The entire crew escaped the burning air-
craft without injury. Unfortunately the
aircraft was a total loss.  KB 700 had just
completed its 50th combat sortie.

428 Squadron was the second unit
to be supplied with the Mk. X’s and flew
its first combat sorties in June 1944.  431
Squadron exchanged their Handley Page
Halifax Mk. III for the Canadian built
Lancaster in November.  Finally, 434
Squadron would be the fourth and last to
use the Mk. X in combat, flying their first
raid on the 28 December 1944.  Between
April 1944 and May 1945 the four Squad-
rons flew a total of 5,061 combat sorties.
A total of 105 Lancaster Mk. X’s were
lost in combat or accidents during the
same period, an average of 48.2 combat
missions per aircraft loss.

Immediately following the cessation
of hostilities in Europe, four additional
RCAF squadrons: 405 “Eagle”, 408
“Goose”, 420 “Snowy Owl” and 425
“Alouette” were equipped with the
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Lancaster Mk. X.  In June, these eight
squadrons flew their aircraft back to
Canada to begin preparation for “Tiger
Force” Bomber Command’s planned of-
fensive against Japan.  However, with the
dropping of the atomic bombs in August
1945 and the surrender of Japan, the eight
squadrons were disbanded in September
1945.
Post War Service

The RCAF would take a total of 229
Lancaster Mk. Xs on strength after the
war.  Many of these airframes had seen
action over Europe and were no longer
viable for use in the peacetime RCAF.   A
few of those airframes would see service
with various RCAF technical schools and
the remainder would be used as a source
of spare parts prior to being scrapped.
Approximately 100 Mk. X’s would see
operational service with the RCAF from
1945 to 1964.  In 1950 the RCAF fol-
lowed the RAF lead and changed its num-
bering system from using Roman numer-
als when identify variants to Arabic num-
bers.

Avro Canada, formally Victory Air-
craft, was responsible for all the postwar
modification to the RCAF Lancaster
fleet.  The Air Force would eventually
employ eight different variants of the
Lancaster operating in a wide variety
rolls.  With the outbreak of the Korean
War and rising tensions between the West
and the Soviet Union, Avro Canada was
forced to concentrate on the development
and production of the CF-100 Canuck.
Avro subcontracted the Lancaster work
out to two other companies. De Havilland
Canada, in Downsview, Ont, modified 50
airframes to 10MR (Maritime Reconnais-
sance) standards. While Fairey Aviation
in Eastern Passage, NS, would modify the
remaining 10MR’s along with the 10N
(Navigation Trainer), 10 DC (Drone Con-
troller) and 10AR (Area Reconnaissance)
models.  Before subcontracting the
Lancaster work out, Avro Canada modi-
fied all the 10P (Photo Reconnaissance),
10BR (Bomber Reconnaissance), the sole
10O (Orenda Test Bed) and the first two
10N airframes in Malton.

Above: KB 944 is an example of a Lancaster Mk. 10S.
(PCN 5250 via Ken Brown)

Mk.10S Standard
The Mk. 10S was the standard

Lancaster with no modification to it’s
equipment or airframe.  Various units
through out the RCAF used these ma-
chines in a variety of rolls.  FM 158 was
the most notable of these airframes.  It
replaced a very tired war veteran, KB 739
in 1946 with the Winter Experimental
Establishment at RCAF Namao, Alberta.
After completing its duty with WEE, FM
158 was used for utility duties at RCAF
Trenton for a short time. Finally it fin-
ished it’s service with 103 Rescue Unit
in Greenwood, Nova Scotia.
Mk. 10P Photo Reconnaissance

With the beginning of the Cold War
with the Soviet Union, the Canadian Gov-
ernment put a high priority to photo-
graphing and mapping the far North.  The
RCAF began working along side civil-
ian contractors to complete the daunting
task.  Avro Canada developed the Mk 10P

in order to help fill this role, the airframes
being used by 413 “Tusker” and 408
“Goose” Squadrons.  FM 212 the Mk.
10P prototype joined 413 Squadron in
1946.  413 was disbanded in the late
1940s, at this time the squadron trans-
ferred its Mk. 10P to 408 Squadron.

The Mk. 10P was the first post war
modification to the Canadian built
Lancaster.  Avro Canada modified eight
airframes to this standard.  Three more
airframes were modified in the 1950s
(probably by Fairey Aviation) to Mk. 10P.
The Mk. 10P was equipped with two cam-
eras, a single ordinance camera for detail
mapping and a tri-metrogen system used
for broader horizon-to-horizon photog-
raphy.

The Mk. 10P was the longest serv-
ing variant of the Lancaster in RCAF ser-
vice, the last being retired in 1964.  FM
212, the prototype, made the last official
Lancaster flight in RCAF service that

Below: Lancaster Mk. 10P FM 212. She was the first of the 10P conversions
completed by Avro at Malton. This photo comes from Larry Milberry’s fantas-
tic book Canada’s Air Force Volume III.
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same year.
Mk. 10N Navigation Trainer

The Mk. 10N was initially developed
alongside the 10P.  The first two airframes
were modified by Avro Canada before the
contract was put on hold due to more
pressing demands on the RCAF.  In the
early 1950’s, Fairey Aviation modified an
additional three airframes to this standard.

All five Lancaster’s served at the Air
Navigation School located at
Summerside P.E.I.  The first four aircraft
converted were given appropriate celes-
tial names, FM 208 was named “Polaris”,
FM 211 was named “Zenith”, FM 206
was named “Northern Cross” and KB 826
was named “Orion”.  KB 986 was the
fifth Mk. 10N and sadly remained un-
named.  By the mid 1950’s, the Lancaster
were becoming obsolete in navigation
training roll and the Mk.10N airframe
was retired from service, the last being
retired in 1957.

A sad sight for any aviation buff, KB 986 rotting away at Dunnville, she was a Mk. 10N trainer and the only one of the
five that was not given a name. KB 986 was eventually scrapped.

(Milberry, Canada’s Air Force, Vol. III)

On 1-2 May 1949, FM 211 “Zenith”
made Canadian Aviation History, when
it became the first Canadian Aircraft to
fly over the North Geographic Pole.  The
flight was staged from an ice strip at
Kittiazuit, N.W.T. and took 14 hours fly-
ing time to complete.
Mk. 10BR Bomber Reconnaissance

The specifications for the Mk. 10BR
were drawn up after the Director of Air
Operations for the RCAF examined a
modified RAF Lancaster Mk. III GR
while on a visit to England.  The Mk.
10BR was developed as an long range,
all weather patrol aircraft capable of Gen-
eral Reconnaissance, Anti Submarine and
Light Strike Operations.

The initial order from the RCAF was
for fifteen airframes.  Eight of these were
to equip 405BR Squadron.  The remain-
Below: KB 973 (foreground) is an ex-
ample of a Mk. 10BR.

(via Ken Brown)

ing seven airframes were to be modified
for Search and Rescue duties.  In the end
only thirteen airframes were modified to
these standards.  Three pre-production
aircraft, FM 222, FM 228, and KB 961
followed the prototype FM 221.  The re-
maining nine modified airframes were
KB 907, KB 919, KB 925, KB 946, KB
957, KB 965, KB 973 and KB 996.  By
1950, the 10MR was beginning to enter
RCAF service, this made the BR concept
redundant and the program was discon-
tinued.  The remaining airframes were
dispersed to the three MR Squadrons and
various Rescue Units.
Mk. 10MR/MP Maritime Reconnais-
sance/Maritime Patrol

The largest number of Lancasters of
one type used by the RCAF was the Mk.
10MR variant.  Between seventy and sev-
enty-five airframes were modified for this
roll.  The Mk. 10MR was basically a
10BR airframe optimized for the Mari-
time Reconnaissance / Anti-Submarine
roll.

No. 2 (Maritime) Operational Train-
ing Unit based at Greenwood was the first
unit equipped with the Mk. 10MR.  Three
Maritime Reconnaissance Squadrons
would fly the aircraft operationally. Both
404MR and 405MR Squadrons were
based at Greenwood and 407MR Squad-
ron was the sole West Coast Squadron.
Various Search and Rescue Units across
the country would also employ the Mk.
10 MR.

After several upgrades during the
1950’s and the RCAF changing the air-
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craft roll to Maritime Patrol, The desig-
nation of MR was changed to MP.  By
the mid 1950’s, 404 and 405 Squadrons
were replacing the Lancaster with the
Lockheed Neptune.  407 Squadron would
continue to operate the type until 1959.
However, it would be 107 Rescue Unit
in Torbay, Newfoundland that was the last
operator of the Mk. 10MP Lancaster. 107
Rescue Unit retired its last three airframes
in 1964.
Mk. 10O Orenda Engine Test Bed.

In the late 1940’s, Avro Canada was
in need of a flying test bed for the Orenda
jet engine, developed by a subsidiary of
Avro Canada.  The Orenda jet engine was
developed to power the Avro CF-100
Canuck; a variation would eventually
power the Canadair CL-13 Sabre as well.

Lancaster FM 209 was chosen to be
the sole airframe to be converted to Mk.
10O standards.  A more aerodynamic
nose and tail cone replaced the respec-
tive turrets and all non-essential equip-
ment was removed.  The most dramatic
change to the airframe was the replacing
of two out-board Merlin engines with
Orenda jet engines. Unfortunately, FM
209 was destroyed in a hangar fire at Avro
Canada’s Malton facilities on the 24th of
July, 1956.
Mk. 10 DC Drone Controller

In 1957, Fairey Aviation modified
two Lancaster airframes to act as launch
platform and controller for the RCAF’s
Ryan KDA-4 Firebee Recoverable Drone
program.  These two airframes, KB 848
and KB 851, both of which had seen war-
time service, were designated as Mk.
10DC (Drone Controller).

Modifications to the 10DC airframe
were the same as those given to the
10MR/MP Lancaster.  However, the
Maritime Patrol equipment was elimi-
nated and Drone Controller equipment
was added.  On both wings out board of
the engines, a pylon was added that was
capable of carrying the Firebee drone.

The drone program proved to be very
successful right up until it was concluded
in 1961.  Both 10DC airframes were re-
tired from service at the end of

Above: FM 227 from 404”Buffalo” Squadron based at RCAF Greenwood.
(PL 70395 via Ken Brown)

Below: FM 209 the Orenda Engine Test Lancaster was the fastest of the
Lancasters and was able to outrun the NY ANG P-47 Thunderbolts based at
Niagara Falls. Sadly, FM 209 was lost in a hangar fire at the Avro plant in 1956.

(ACAM Collection)

KB 851 gets airborne with 2 Ryan KDA-4 Firebee Drones on the wings. KB 851
and her sister, KB 848 were modified by Fairey Aviation. The nose section of
848 is part of the collection in Ottawa, however, 851 was not preserved.

(PL120072 via Ken Brown)
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mid lower fuselage, where the
former H2S radar was located.

• A wide array of antennas for
various radio and passive ECM
systems.

 A normal crew complement of eight
(two pilots, two navigators, two radio
officers, a flight engineer and camera
operator) was often supplemented with
additional crew members when electronic
surveillance sorties were carried out.  A
typical sortie would last ten hours. An
operational deployment away from the
home base at Rockcliff would last on
average ten days.  The aircraft deployed
to forward locations such as: Churchill,
Manitoba; Thule, Greenland or any one
of a number airfields in the Canadian
Artic.  In May 1958, a Lancaster 10AR
photographed a Tupolev TU-16 “Badger”
bomber being repaired on ice island
North Pole Six.

Only three airframes were modified
to 10AR configuration, they were: KB
839, KB 882 and KB 976. KB 839 and
KB 882 both saw combat during the last
months of the World War II.  408 Squad-
ron operated the three aircraft until they
were finally retired from RCAF service
in 1964.  All three airframe have escaped
the scrapper’s torch.  KB839

Above: KB 976 in flight. KB 976 is a Mk. 10 AR and owns the record of being the last Lancaster to fly across the Atlantic.
She is now owned by Kermit Weeks and is stored in Florida.

(ACAM Collection)
Below: KB 839 is also a Mk. 10AR. She is a familiar sight to many in Nova Scotia as she is now part of the Greenwood
Museum’s collection.  See page 9 for more information and photos of KB 839.

(Milberry Canada’s Air Force Volume III)

the program.  The front fuselage section
of KB 848 was preserved and is now cur-
rently part of the collection at the in the
Canadian Aviation Museum in Ottawa.
Mk. 10AR Area Reconnaissance

The Mk. 10 AR was the 1952 an-
swer to a need Canada had to protect and
patrol the far northern regions of the
country.   In the early 1950’s, aircraft fly-
ing artic patrols were returning to base
with growing evidence of Soviet manned
ice stations built on ice flows in the high
arctic.

The Mk. 10AR Area Reconnais-
sance (often wrongly called Arctic Re-
connaissance) modification was based on
the Lancaster Mk. 10P standard airframe,

although several major changes were
made.   The most noticeable change to
the airframe was the addition of a forty-
inch extension to the nose of the aircraft.
The extension allowed a navigation /
weather radar to be fitted along with a
low-level camera system fitted in the
former bomb aimer’s perspex.  The Mk.
10AR would be equipped with a total of
ten camera systems, a drastic increase
when compared to the two systems of the
Mk. 10P airframe.  Other airframe modi-
fications included:

• The addition of two windows in
the rear fuselage just forward of
the tail (as on the 10MR).

• UPD search radar, located in the
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currently resides in Nova Scotia as part
of the Greenwood Aviation Museum.  KB
882 is on display at the small airport,
along side the Trans-Canada Highway at
St. Jacques, New Brunswick.  KB 976
made history as being the last Lancaster
to fly the Atlantic in the mid 1970’s on a
delivery flight for the Stathallen Collec-
tion. It has since been purchased by
Kermit Weeks and shipped back to North
America.
The Lancaster Mk. X in Civilian Ser-
vice
Mk. XT and MK.XPP

In 1941, the Canadian Government
Trans-Atlantic Air Service (CGTAS)
drew up the plans for a high-speed long-
range transport aircraft.  The aircraft
would be capable of carrying four tons
of cargo and passengers, as well as,
enough fuel to cross the Atlantic Ocean
non-stop.  The only aircraft with these
capabilities that the Canadian Govern-
ment had access to was the Lancaster.

Once it was no longer required as the
pattern aircraft for the Lancaster Mk. X,
Lancaster Mk. I, serial number R5727,
was stripped of all the turrets; ammuni-
tion tracks and other nonessential mili-
tary equipment and the airframe was con-
verted to the transport role.  Two addi-
tional long-range fuel tanks were fitted
to the bomb bay while the nose was
lengthened, for the navigator and ten pas-
senger seats fitted.  After some testing
R5727, now carrying civil registration
CF-CMS, entered service with Trans
Canada Airways on June 7, 1943.  On
the July 22, TCA and CF-CMS made the
inaugural flight of the CGTAS “Victory
Runs” flying from Dorval, Quebec to
Prestwick, Scotland.

Two additional Lancasters from the
Victory Aircraft production line were
modified to Mk. XT (Transport) stan-
dards.  KB 702 and KB 703 were modi-
fied to a similar standard as R5727 after
they had after they rolled off the produc-
tion line. The main difference being the
nose section was modified for cargo.  KB
702 and KB 703 carried the civil registry
CF-CMT and CF-CMU respectively.

Above: CF-CMS on a Victory Run to the UK in 1944. CF-CMS was formally,
R5727, the pattern aircraft for Victory Aircraft. Note the redesigned nose and
other minor changes, as well as, the Canadian registration on the wings.

(ACAM Collection)
They entered TCA service in September
1943.  On January 12, 1944 CF-CMT
made its first Atlantic crossing, setting a
new Trans-Atlantic Time record of 11
hours, 14 minutes in the process.

Two more Lancaster Mk. X’s were
taken on strength by TCA before the end
of the war.  KB 729 (CF-CMV) and KB
730 (CF-CMW) were modified further
from the Mk. XT standard to be desig-
nated Mk. XPP (Passenger Plane).  The
changes made to the MK.XPP included
the addition of an even longer more aero-
dynamic nose, designed as a mail com-
partment. Another mail compartment was
added to the bomb bay area and the addi-
tion of a streamline tail cone replaced the
tail turret.  The inside of the cabin was
lined with plywood, 10 seats (5 per side)
while windows and ceiling lighting were
added to improve passenger comfort.  CF-
CMV was delivered to TCA on March 9,
1944 and CF-CMW followed on May 9,
1944.

In order to increase the frequency of
the “Victory Runs” four additional MX.PP
were added to the TCA Fleet in August
1945.  These four aircraft were from Vic-
tory Aircraft’s second production con-
tract.  FM 184 (CF-CMX), FM 185 (CF-
CMY), FM 186 (CF-CMZ) and FM 187
(CF-CNA).  These airframes differed
only slightly from the two earlier
MK.XPP airframes.  The interior was
equipped with a Steward’s compartment,
fabric sound-proofing and a light over-
head luggage rack installed above the
passenger seats.  CF-CMV and CF-CMW

were brought up to these standards in
1946.

However, TCA’s relationship with
the Lancaster Mk. X was not without trag-
edy.  On the night of 29/30 December
1944, CF-CMU crashed into the Atlan-
tic near the Azores, all on board were
killed.  When TCA retired the Mk. XPP
from service, five were sold to foreign
operators.  Four were sold to Flight Re-
fueling Ltd. in the United Kingdom,
modified as fuel tankers and put to work
hauling fuel during the Berlin Air Lift.
The fifth airframe was sold to Onzear Ltd.
in Karachi, Pakistan.  Unfortunately, this
aircraft was destroyed in a crash on its
delivery flight.
Other Civilian Mk. Xs

Three ex-RCAF Lancaster were pur-
chase by Spartan Air Service during the
1950’s.  These airframes were given the
civilian registrations CF-IMF (FM-222),
CF-IMG (KB-907) and CF-IMH (KB-
909).  FM-222 was the only one modi-
fied for aerial survey work.  It is believed
CF-IMG and CF-IMH were used for
spare parts to keep CF-IMF flying.

KB 976 a former Mk.10AR was pur-
chased from the RCAF, and given Cana-
dian Registration CF-TQC and was modi-
fied as a water bomber. However, it is not
known whether it was actually employed
as a water bomber before it was sold to
the Strathallan Collection in the United
Kingdom and registered G-BOCH.  KB
976 was flown across the Atlantic to it’s
new home in England in the mid 1970’s.
It has since been purchased by Kermit
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KB 839 is part of the Greenwood Military Aviation Museum’s collection. It is a World War II veteran that flew 26 combat
missions over Europe. Below is a list of missions compiled by Ken Brown and some photographs of KB 839 over time.
Date Target Pilot
28/29.01.45 Stuttgart F/O P. Tulk
2/3.02.45 Weisbaden F/O P. Tulk
4/5.02.45 Bonn F/O P. Tulk
20/21.02.45 Dortmund F/Lt. P. Tulk
21/22.02.45 Duisberg F/Lt. P. Tulk
23/24.02.45 Pforzheim F/Lt. P. Tulk
27.02.45 Mainz F/O J. Smith
5/6.03.45 Chemnitz F/Lt. P. Tulk
7/8.03.45 Dessau F/Lt. P. Tulk
12.03.45 Essen F/Lt. P. Tulk
12.03.45 Dortmund F/Lt. P. Tulk
14/15.03.45 Zwienbruken F/Lt. P. Tulk
15/16.03.45 Hagen F/Lt. H. Metevier
20.03.45 Colgne F/O J. Smith
20/21.03.45 Hemmingstedt F/Lt. P. Tulk
22.03.45 Hildesheim F/O M. Martin
24.03.45 Mathis Stinnes F/Lt. P. Tulk
25.03.45 Hannover F/O G. Retallack
31.03.45 Hamburg P/O D. Rickert
4.04.45 Leuna P/O D. Rickert
8/9.04.45 Hamburg F/O D. Lambroughton
10.04.45 Leipzig F/O D. Lambroughton
13/14.04.45 Keil F/Lt. N. Robertson
16/17.04.45 Schwandorf F/Lt. N. Robertson
22.04.45 Breman P/O D. Rickert

Weeks and is now at his Fantasy of Flight
Museum still in it’s shipping creates.

The former Mk. 10N ‘Polaris’ FM
208 was purchased and registered CF-
KHH with the intent of using it to haul
fuel in Northern Canada.  It sat at the
Dorval airport for years before it was fi-
nally scrapped.

The most famous of the Lancaster

Mk. 10’s to enter civilian service is un-
doubtedly FM 213 (C-GVRA).  FM 213
is currently only one of two Lancasters
in the world that is in an airworthy con-
dition. She is owned by Canadian War-
plane Heritage Museum in Hamilton,
Ont.  After postwar modification to Mk.
10MP standards, FM-213 spent its time
in the RCAF on the East Coast.  It last

served with 107 RU at Torbay, New-
foundland and was finally retired in 1964.
The Canadian Legion in Goderich,
Ontario purchased the airframe on July
1, 1964 and it was placed on pylons.  In
1977, FM 213 was made available to
CWH and after a ten-year restoration pro-
gram, she returned to the air in Septem-
ber 1987 for the first time since 1964.

Lancaster KB 839 419 Squadron VR-D

KB 839 at Middleton St. George late in the war    (CF UK21693)

Above: KB 839 in the 1960’s from Milberry’s classic book Canada’s
Air Force Volume 3. That particular series is a must have and can
be bought at the Museum Gift Shop.

Above and Above Right: KB 839 with her World War II “Daisy” nose art in 1996.  Bottom Right: KB 839 in front of the
new Greenwood Museum painted in 404 Squadron colors. KB 839 only served with 419 and 408 Squadrons.

(Rob MacIlreith, Photos)
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The Story of Lancaster Bomber – KB 882
By: Frank MacLoon

The author wishes to thank Captain
Joseph (Pepi) DiGiacinto; the NB Branch
of the CAHS and their “Contact” Editor
Bruce Atkinson; ACAM’s Don Henry;
published information from Mr. Jacques
Clavette and Mr. Kendall Fee; and the
website www.lancaster-
kb822.freeservers.com of Mr. Troy
Kirkby.

It is widely known that a Lancaster
Bomber is on open display at the
Edmundston Municipal Airport.  Maybe
less known is the history of this very sig-
nificant example of a WW II Lancaster.

The Airport is located in the com-
munity of St. Jacques just West of
Edmundston on the Trans-Canada High-
way, near the Quebec border.  KB882 is
located within easy view of the highway
mounted on two supports to relieve tire
load with a monument and plaque briefly
outlining it’s history. KB882 may well be
unique among preserved Lancaster’s in
that it has an actual combat history while
retaining the post war modifications un-
dertaken for it’s continuing peacetime
service with the RCAF.

KB 882 was built as a Lancaster Mk.
X by Victory Aircraft Ltd, Malton,
Ontario.  It was ferried to the U.K. in the
spring of 1945 and taken on strength by
No. 6 Group and assigned to 428 “Ghost”
Squadron, RCAF. KB 882 wore the
Squadron code of NA-R on its fuselage.
From information supplied by Ex Navi-
gator Mr. Kendall Fee, he lists the seven
“Ops” he flew in KB 882 over occupied
Europe:

March 15/45 Hagen 7hrs 05 min
March 31/45 Hambourg     6 hrs 0 min
April 4/45 Meresberg        9 hrs 20 min
April 8/45 Hambourg        6 hrs 05 min
April 10/45 Leipzig           8 hrs 30 min
April 15/45 Kiel                6 hrs 05 min
April 25/45 Wangerooge  4 hrs 50 min.

The crew of “882” on these Ops were:
Pilot: Fl/Lt A L Ross  DFC  DFM
Navigator: F/O K R Fee  DFC
W/Op: Fl/Lt  Aitken
B/A: F/O E K Bergy
F/E: F/O R Loveday
Upper/G: F/O Dan Ferguson
Rear/G: F/O Bill Watson

With the exception of the Flight En-
gineer, the crew was on its second Tour
of Operations. [Editor’s Note: See the
sidebar information about KB 882 com-
piled by Ken Brown, for a complete list
of 882’s operations.]

With the ending of hostilities, the
same crew flew KB 882 back to Canada
arriving in Yarmouth, N.S. on June 10th,
1945. Later, it was put in storage in
Alberta.  In 1952 “882” was flown to
Fairey Aviation, in Eastern Passage for a
major overhaul and conversion to Mk.
10AR configuration for the peacetime
RCAF with the most noticeable exterior
modification being the 40 inch extension
to the nose structure.

KB 882 as she sits today at the St. Jacques Airport.
(Frank MacLoon, Photo)

Left: KB 882 is shown in the back-
ground.  L-R: F/O J.J. Leroux, F/O
L.G. Hahn, and F/O Doug Rose.

(PL-40448)
Bottom: KB 882 after being modified
to “AR” standard.  The nose extension
and cameras are evident in this PR
shot.

(CF RE10048-1)

408 “Goose” Squadron at RCAF Sta-
tion Rockcliffe, Ontario, then took KB
882, KB 839 and KB 976 on charge in
December, 1953. These Lancasters were
instrumental in photo-reconnaissance
work in Canada’s Arctic.  As a side note,
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KB 882 NA-R, 428 Squadron
Taken on Strength RAF: March, 1945
Ops. Completed:  11
Nose Art:  Roger – Skull and Cross Bones
Returned to Canada:  May 31-June 5, 1945
Taken on strength RCAF:  July 6, 1945
Struck off Strength:  May 26, 1964 - On display at Edmunston, New Brunswick
Details Taken From 428 Sqn. ORB:

Date: 12.3.45
Target: Dortmund
Bomb Load: 1x 4,000 lb. “Cookie”, 16x 500 lb. bombs
Time Up/Down: 1302/1929
Crew: F/O Cox, G. (Pilot)

F/S Rubin, S. (Navigator)
F/O Skelly, D. (Bomb Aimer)
Sgt. Todd, J. J. (Flight Engineer)
W/O Stodgell, A. A. (Wireless Air Gunner)
Sgt. Adams, D. (Mid Upper/ Air Gunner)
Sgt. Wesley, S.G. (Rear/ Air Gunner)

Details: Attack primary, bombed centre of well concentrated blue
& green smoke puffs as per Master Bomber instructions.
Only results observed was a great circle of smoke rising
through the cloud.  Attack seemed successful

Date: 15/16.3.45
Target: Hagan
Bomb Load: 1x 4,000 lb. “Cookie”.  13x 500 lb. GP bombs
Time Up/Down: 1620/2328
Crew: F/L Ross, L. (Pilot)

F/O Fee, K.R. (Navigator)
F/O F/O Bergey, E. K. (Bomb Aimer)
P/O Loveday, R. (Flight Engineer)
F/O Atkins, C.  (Wireless Air Gunner)
F/O Ferguson, D. G.  (Mid Upper/ Air Gunner)
F/O Watson, W.H. (Rear/ Air Gunner)

Details: Bombed primary, identified target by red and green salvo
of illuminating flares, Gee and Mid Upper Gunner.
Bombed with a four second overshoot as per the Master
Bomber’s instructions.  Markers were laid very well, with
one right on top of the other, seen bomb sticks going right
through them.

Date: 24.3.45
Target: Bottorp, Matthias Stinnes Benzol plant.
Bomb Load: 13x 1,000 lb bombs, 1x 500 lb. bombs
Time Up/Down: 1244/1855
Crew: F/O Brown, D.R. (Pilot)

F/O Finestone, A.H. (Navigator)
F/O Kellaway, H.G.  (Bomb Aimer)
Sgt. Edwards, J.D. (Flight Engineer)

all three aircraft have been preserved. KB
839 is with GMAM at Greenwood and
KB 976 is now part Kermit Weeks Col-
lection in Florida. KB 882 was finally
retired to Dunnville, Ont in 1964.

In 1964, the City of Edmundston had
the foresight, most likely with the encour-
agement of local RCAFA members, to
make an offer to purchase to the Crown
Assets Disposal Corporation, which was
accepted thereby ensuring that one more
Lancaster would escape the scrappers
attention. The issue then became how to
arrange it’s transfer from DND at #6 Re-
pair Depot to it’s eventual “home” at the
Edmundston Municipal Airport.

Captain Joseph DiGiacinto, better
known far and wide as “Pepi”, was in-
volved in Charter Operations serving
customers in the Edmundston area and
was very well known in the area.  Later,
he would go on to have  an extensive ca-
reer in Airline flying with over 30,000
hours and Airline Transport Ratings from
7 countries, including wide body jets up
to 747’s.  “Pepi” had very impressive ear-
lier flying experience including DEW
line work on Cansos, DC-4s, Avro Yorks,
C-46s, as well as, DC-3s on skis/wheels.
Pepi is a truly remarkable individual with
whom the author has been privileged to
know as a friend. In the spring of 1964,
Pepi was asked by Mayor Nadeau to as
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Bottom: KB 882 being refueled at
Fredericton.

(Bruce Atkinson, photo)

F/O Townsend, R.G. (Wireless Air Gunner)
Sgt. Montgomery, H.C. (Mid Upper/ Air Gunner)
SGt. Smith, K.H. (Rear/ Air Gunner)

Details: Identified primary target visually and by Red Target In-
dicators.  Target marking appeared to be six minutes late.
Saw one fire and quite a bit of smoke.

Date: 31.3.45
Target: Hamburg, Blohm & Voss Shipyards
Bomb Load: 5x 1,000 lb., 8x 500 lb. and 2x 250 lb. bombs,  also 2x

BG 152 Nickels (leaflets).
Time Up/Down: 0558/1157
Crew: F/L Ross, L. (Pilot)

F/O Fee, K.R. (Navigator)
F/O F/O Bergey, E. K. (Bomb Aimer)
P/O Loveday, R. (Flight Engineer)
F/O Atkins, C. (Wireless Air Gunner)
F/O Ferguson, D.G. (Mid Upper/ Air Gunner)
F/O Watson, W.H. (Rear/ Air Gunner)
F/O Murray, D. W. (2nd Pilot)

Details: ������ ������� ������� 10/10�� ������ �� 0905 �����.

���������� ������ �� ��� ����� �����, �2� ��� ������

������.  ������ ���� �� ��� ����� ����� �� ��� ������

������ ������������.  ������ ������ ���� ������ ���� ��

0857 �����.  ���� ������ ����� �������� ���������.  ���

������� �� �2� ������� �������� ����� �� ���� ����� �����

����� �� ������ ����.

Date: 4/5.4.45
Target: Merseburg, Oil plant
Bomb Load: 1x 4,000 lb. HC Trit Nose Inst., 4x 500 lb. USA GP ANM

64 TD .025, 6x 250 lb. GP BR Tail Inst. 2x WG 44 Nick-
els

Time Up/Down: 1814/0335
Crew: F/L Ross, L. (Pilot)

F/O Fee, K.R. (Navigator)
F/O F/O Bergey, E. K. (Bomb Aimer)
P/O Loveday, R. (Flight Engineer)
F/O Atkins, C. (Wireless Air Gunner)
F/O Ferguson, D.G. (Mid Upper/ Air Gunner)
F/O Watson, W.H. (Rear/ Air Gunner)

Details: Bombed primary through 10/10th Stratus Cumulus clouds.
Identified by Gee fix and sky markers.  Bombed red flares
with green stars as per MB instructions.  Path Finder Force
was four minutes late.

Combat: At 2253 hours Rear Gunner spotted a fighter on the star-
board quarter at 300 yds.  He gave the order to corkscrew
to starboard and open fire, firing 100 rounds at the enemy
aircraft.  The fighter, a ME 410 broke away to the star-
board at 275 yds.  No damage was on the enemy fighter.
This was the second last combat for 428 Sqn.

sist in the transfer of the Lancaster to
Edmundston.  Never being one to back
away from a new challenge Pepi quickly
volunteered to take on the job.

Arriving in Trenton he was met by
F/L Chris Frost and S/L Monty Mont-
gomery who pointed out that 882 (“dol-
lar 2” to them) had just completed a full
overhaul and was, unlike the two other
Lancasters on the ramp, fully airworthy.
Not bad for a $1,500 investment even in
1964 dollars! Imagine the value today!
The original intention had been to dis-
mantle the A/C and transfer it by rail but
the logical decision was to fly it to
Fredericton and later to Edmundston,
since it was clear that the aircraft was in
fantastic condition.

Following a few local familiarization
flights S/L Montgomery and Pepi set off
for Fredericton on a Flight Plan at 9,000
feet as his “check out” followed by F/L
Frost with a T-33 chase plane.  Both
Montgomery and Frost later returned to
Trenton in the T-33. The Lancaster re-
mained at Fredericton Airport until July
while waiting for the gravel strip at St.
Jacques, since paved, to dry out suffi-
ciently for an aircraft of the Lancaster’s
weight.  Obviously the presence of “882”
created a great deal of local interest and
an opportunity for the aircraft to be shown
to a number of groups and individuals.
One of those fortunate people was the
author, who was invited to assist in start-
ing up the Lancaster and moving it to
another area of the ramp where it’s pres-
ence would be less of a problem.

Joined by my wife Joyce, twins
Debbie and Chris 9 years old, and our
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Date: 8/9.4.45
Target: Hamburg, Shipyard area
Bomb Load: 1x 4,000 lb. “Cookie”., 10x 500 lb. and  6x 250 lb. bombs.

also 1x WG 29A Nickels
Time Up/Down: 1923/0130
Crew: F/L Ross, L. (Pilot)

F/O Fee, K.R. (Navigator)
F/O F/O Bergey, E. K. (Bomb Aimer)
P/O Loveday, R. (Flight Engineer)
F/O Atkins, C. (Wireless Air Gunner)
F/O Ferguson, D.G. (Mid Upper/ Air Gunner)
F/O Watson, W.H. (Rear/ Air Gunner)
P/O Lisk, D.L. (2nd Pilot)

Details: Bombed primary through thin 10/10th cloud.  Identified
target area by sky markers, Gee check, and Master
Bomber.  Bombed the centre of three red target indicators
on Master Bomber’s instructions.

Date: 10.4.45
Target: Lepzig, Engelsdorf and Mockau railway yards
Bomb Load: 1x 4,000 lb. “Cookie”., 8x 500 lb. and  6x 250 lb. bombs.

Also 1x WG 49A Nickels.
Time Up/Down: 1306/2140
Crew: F/L Ross, L. (Pilot)

F/O Fee, K.R. (Navigator)
F/O F/O Bergey, E. K. (Bomb Aimer)
P/O Loveday, R. (Flight Engineer)
F/O Atkins, C. (Wireless Air Gunner)
F/O Ferguson, D.G. (Mid Upper/ Air Gunner)
F/O Watson, W.H. (Rear/ Air Gunner)
Details: Clear, visibility good.  Identified target by map
reading and target indicators, autobahn and railway.
Bombed starboard of red target indicators located in Mar-
shalling yards, as per Master Bomber’s instructions.  Tar-
get Area well covered in smoke as aircraft left.  should be
written off.  MB was moving attack as bombing pro-
gressed.  A/C straight and level during the entire bomb-
ing run.

Date: 13/14.4.45
Target: Keil, U-boat yards
Bomb Load: 1x 4,000 lb. “Cookie” 4x 1,000 lb., 8x 500 lb. bombs, 1x

WG 49A Package Nickels
Time Up/Down: 1253/1914
Crew: F/L Ross, L. (Pilot)

F/O Fee, K.R. (Navigator)
F/O F/O Bergey, E. K. (Bomb Aimer)
P/O Loveday, R. (Flight Engineer)
F/O Atkins, C. (Wireless Air Gunner)
F/O Ferguson, D.G. (Mid Upper/ Air Gunner)
F/O Watson, W.H. (Rear/ Air Gunner)

Details: Bombed primary from 15,200 feet, through 10/10th

Above: Pepi DiGiacinto’s Saudi
Liscense.            (via Frank MacLoon)
youngest Pete, the start up was begun.
Debbie and her sister quickly found a
preferred “perch” in the bomb aimer’s
compartment while Pete sat on his
mother’s knee in the Flight Engineer’s
seat immediately behind the pilot.  My
“help” was to flip switches not reachable
by the pilot while experiencing the thrill
of the big Merlins exploding into life.  As
the throttles were opened, the tremendous
prop wash sent parked aircraft skidding
along the asphalt.  This resulted in much
desperate arm waving from ground staff
and a wonderful opportunity to go
through the whole process again after the
ramp was cleared.

With the engines again full of life,
Pete and mother were sitting with the
window open, due to the summer heat.
They were being subjected to the roar of
exhausts a few feet away and the mas-
sive prop blades whipping by seeming to
be within inches of the window.  When
asked by an enthusiastic father if they
would, for a better view, “rather be in the
bomb aimer’s compartment?” 6-year-old
Pete’s classic comment to his mother was
“I’d rather not be here at all” [Editor’s
comment: I bet he’d feel different about
that now!] All too soon, “882” arrived at
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cloud.  Identified target by green target indicators and H2S check.  Bombed nearest
edge of green glow as per Master Bomber’s instructions.  No assessment of attack
due to cloud cover.

Date: 16/17.4.45
Target: Schwandorf, railway yards
Bomb Load: 1x 4,000 lb. “Cookie”, 11x 500 lb. GP Bombs, 1x WG 50

Package Nickels
Time Up/Down: 2314/0757
Crew: W/O Quinn, R.K. (Pilot)

F/S Gates, S.A. (Navigator)
F/O Becker,W.G. (Bomb Aimer)
Sgt. McCarron, P. (Flight Engineer)
Sgt. Shea, H.T. (Wireless Air Gunner)
F/S Goddard,G.D. (Mid Upper/ Air Gunner)
F/S Strangward, H.H. (Rear/ Air Gunner)

Details: Bombed primary, no cloud visibility fair.  Identified tar-
get by red and green target indicators.  Bombs well con-
centrated on railway tracks, lots of smoke.

Date: 22.4.45
Target: Breman, bombed in the support of the British Army.
Bomb Load: 1x 4,000 lb. Cookie,  6x 1,000 lb., 4x 500 lb, 4x 250 lb.

bombs, 1x WG 50 Nickels.
Time Up/Down: 1611/2139
Crew: F/L Hay, R.D. (Pilot)

F/O Wattier, H.S. (Navigator)
F/O Donner, J.J. (Bomb Aimer)
Sgt. Westlake, F.E.. (Flight Engineer)
F/S Sharpe, S.A. (Wireless Air Gunner)
F/S Overall, C.H.  (Mid Upper/ Air Gunner)
F/S MacLean, C.A. (Rear/ Air Gunner)

Details: Abandon mission over enemy territory, 10/10th cloud at
6,000 ft.  Target area not identified. Jettisoned 4x 250 lb.,
4x 500 lb. safe.  1x 4,000 lb. “Cookie”, and 6x 1,000 lb.
bombs brought back.  Did not bomb because no visual
identification and no instructions from Master Bomber.

Date: 25.4.45
Target: Wangerooge, Coastal batteries.
Bomb Load: 14x 1,000 lb. bombs.
Time Up/Down: 1457/1945
Crew: F/L Ross, L. (Pilot)

F/O Fee, K.R. (Navigator)
F/O F/O Bergey, E. K. (Bomb Aimer)
P/O Loveday, R. (Flight Engineer)
F/O Atkins, C. (Wireless Air Gunner)
F/O Ferguson, D.G. (Mid Upper/ Air Gunner)
F/O Watson, W.H. (Rear/ Air Gunner)

Details: Identified primary target by Gee fix, visually identifying
Spikerooge and Wangerooge Islands, red target indica-
tors and Master Bomber.  Aimed to undershoot target in

the appointed location and, looking back,
I can understand the popularity of the
opportunities sometimes offered to par-
ticipate in the Lancaster taxi runs in East
Kirby, U.K.

With the St. Jacques runway in bet-
ter condition, and following a call from
the Mayor in which he asked, “Where the
hell is our Lancaster?”  The aircraft was
prepared for departure from Fredericton
on July 14, 1964.  As it turned out, a group
of RCAF aircrew personnel were on de-
tachment at Camp Gagetown including
an experienced Flight Engineer, Jim
Cochrane, who was knowledgeable on
Merlin engines. It was felt prudent to in-
vite them along as aircrew on this last
flight. With Pepi as pilot the crew in-
cluded: Jim Cochrane, Derek Miller,
Gerry Flemming, Roy Niles, and Keith
Wyatt. Following a walk around, drain-
ing of sumps, refueling, and start up
checks, the Lancaster departed for
Edmundston.

Arrangements were made for a
Fredericton Aviation Ltd. Piper Apache
to meet the Lancaster near Edmundston
for photo opportunities.  Those on board
included: pilot Bruce Taylor and photog-
rapher Bruce Atkinson.  A number of
very impressive air-to-air photos were
taken, several of which are reproduced
here, with permission.

With a long association in the area,
and an opportunity to demonstrate the im-
pressive performance of a fine aircraft,
the first diversion on the flight was for
an extremely low pass of the farm home
of the pilot’s fiancée. Apparently the pass
was close enough to rattle out a few ex-
posed windows and create a bit of under-
standable strain with the future in-laws.

Next was a very low, at 25-50 feet,
pass across a lake for the benefit of a
gentleman who had been a strong pro-
moter of the acquisition.  Enjoying a fine
summer Sunday in his boat he reportedly
called to a visitor saying, “I hear four
speedboats coming across the lake – I can
see the “rooster tails” coming out of the
water.  These were, in fact, the result of
the prop wash from the four Merlins.
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dictator by 400 yds. on Master Bomber’s instructions. Bombing appeared to be accu-
rate and concentrated large quantity of dusty black smoke seen in the target area.

A classic frontal view of KB 882 at
Fredericton. (Frank MacLoon, photo)

Above: KB 882’s final flight crew, Pepi
on the far right.

(Bruce Atkinson, photo)
Maybe the “old girl” was enjoying a re-
enactment of the “Dam Busters”.

Arrangements had also been made
with senior staff of the SAC Base at
Loring, Maine for a low pass over the
runway and the B-52’s lined up for take-
off.  The intent was for a photo opportu-
nity for an “new and old” Museum fea-
ture and to demonstrate changing Bomber
technology.  [Editor’s Note: That would
be quite a photo to see.] The pass was to
be made at 700 feet but actually took
place at some 30 - 50 feet due to a “mis-
understanding” of “Above Sea Level” vs.
“over the runway.” With a normal cruis-
ing speed of 180 – 185 knots, the full
power pass took place at something over
245 knots followed by a very impressive
pull up and wing over.  After an “OK
Wise guy … I meant 700’ over the run-
way”, from the Tower, a second pass at
the assigned altitude took place. This was
followed by another pass with gear down

and then departure for Edmundston for
photo opportunities.

With little wind, and the fog setting
in, a left hand down wind pattern was en-
tered at St. Jacques, gear and flaps down,
“over the fence” at 68 – 70 knots, and a
“three pointer” using only a part of the
3,000 foot runway.

At the assigned parking site, a very
impressive event took place.  The
Lancaster was very professionally mar-
shaled into place with a final very sharp
salute from the properly equipped
Marshall as the engines shut down.

Pepi quickly went to the Marshall
who introduced himself as from the
Edmundston RCAFA and a former Chief
Engineer and returning officer at a UK
Bomber Command Lancaster base.  With
tears in his eyes he said, “I waited a long
time for a lot of my boys who didn’t come
back – hearing this [Lancaster] come in
tonight was just too much for me - it was

Above: A classic view of KB 882 in it’s
final flight.

(Bruce Atkinson, photo)

Top: The photo crew: Pilot Bruce Tay-
lor, second from left. Far right is Bruce
Atkinson.

(Bruce Atkinson, collection)
nice to have you come back”.

This brought a very satisfying end
to the whole effort for Pepi and crew. Pepi
was made a “Citizen of the Republic”, a
local area honor, and life member of the
RCAFA Branch all of which he contin-
ues to treasure. There the Lancaster sits
to this day – an impressive reminder to
all who see it of the sacrifices of so many
who bought our freedom so long ago.

When asked for an opinion on the
Lancaster as an Airplane Pepi’s response
was:

“A marvelous piece of engineer-
ing to bring an aircraft together
that could be handled so well by
one pilot.  If handled correctly,
it was very docile.  It was so
exciting to fly but with personal
regret as the first and only ex-
perience.  It made me feel like a
kid – it performed so well”.
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ACAM is well aware of the prob-
lems of weather deterioration, and the
attentions of the inevitable vandals, that
are always part of trying to maintain an
aircraft in an outdoor and exposed envi-
ronment. Unfortunately, the Edmundston
Lancaster has suffered from both for
many years with the apparent loss of sig-
nificant internal fittings along with inevi-
table environmental deterioration. In
more recent years there has been an ob-
viously intensified effort to improve pres-
ervation measures and provide increased
security protection.  Externally “882” has
the appearance of a complete and well-
maintained aircraft much to the credit of
the local volunteers. For those who have
the opportunity, whether while driving by
or visiting a very welcoming area of the
province, a stop at the airport to view
KB882 will be rewarding indeed!

Only time will tell what the future
holds for “882”, one can hope that the
preservation community will somehow
find a way to come together to ensure the
future of this icon of Canadian military
aviation history for the enjoyment and
satisfaction of future generations. Mean-
time, we thank the City, the RCAFA
members, and the local Air Cadets for
having preserved a remarkable aircraft.

Above: Pepi looks out of KB 882.
(Bruce Atkinson, photo)
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MYNARSKI’S LANCASTER
By: Cy Dunbar

To many of you who have flown,
flown in, or have had a close association
with Lancasters, the sight and sound of
the Mynarski Lancaster flying probably
brings back a flood of memories. To those
of you who have not had that association,
the sight and sound of that Lancaster fly-
ing probably brings many questions to
mind concerning what has to be done to
get the aircraft airborne and indeed what
is taking place in the aircraft as it flies
by!

  I have been fortunate in that I have
flown Lancasters for many hours, ap-
proximately 2650 hrs total, of which ap-
proximately 600 hrs were flown on FM-
213, the aircraft which is now designated

the Mynarski Lancaster.
All the pilots who have flown the

Mynarski Lancaster have been seasoned
airline pilots. All procedures from exter-
nal aircraft checks prior to flight, up to
and including the shut down check after
flight, are carried out in accordance with
a Check List carried on the aircraft. The
minimum crew on the Lancaster is two
pilots and one flight engineer.

Let me now go through some of the
procedures that are used when flying a
circuit in the Mynarski Lancaster:

The external check is to confirm the
serviceability of the aircraft by checking
items such as: oleo extension, tire creep,
static vents, security of panels, as well

Cy Dunbar sitting in FM 213. This
photo was taken from the Lancaster:
A Bombing Legend book by Rick
Radell and Mike Vines. The book is full
of wonderful color photos of both VR-
A and the BBMF Lancaster.
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as, the general condition of the exterior
of the aircraft. On the internal check items
such as: the battery voltage, emergency
air supply, air pressure for normal opera-
tions, and fuel load are confirmed to be
within operating limits. Before starting
the engine(s) an extensive check is car-
ried out to ensure all gauges are reading
properly and that all switches, selectors
and levers are correctly positioned.

To start the engines, the flight engi-
neer “primes” each one with fuel just
before the co-pilot presses the engine
“start button”. After the start button has
been pressed and the propeller starts to
turn, the flight engineer continues to
prime the engine on “as required” basis
until it starts to run on that priming. Once
that happens the “Idle Cut-Out
switch”(ICO) is placed in the “Engine
run” position to permit the fuel to flow
from the appropriate fuel tank to that en-
gine. The flight engineer stops priming
the engine at that time.

The normal sequence of starting en-
gines is #4, #3, #2 and #1. The hydraulic
pump on #3 engine is checked, once that
engine is running, by selecting the flaps
UP. If the flaps retract, the pump is ser-
viceable. #2 and #1 engines are then
started in sequence. After each engine has
been started the throttle is adjusted so that
it runs between 1200 and 1500 rpm.

 On completion of the after start
check, which includes closing the bomb
doors, and after taxi  clearance has been
received from the tower, the aircraft is
taxied to an appropriate area for engine
run-up. That area is usually near the end
of the runway in use. Taxiing is com-
menced by setting the inner engines at
1000 rpm, reducing power on the outer
engines to idle and then releasing the
brakes and letting the aircraft move for-
ward. The brakes are checked, as the air-
craft starts moving.  Air brakes are used
on this aircraft. They are activated by
squeezing a hand-operated lever on the
pilots control wheel.

One of the greatest challenges to the
newcomer on the aircraft, is keeping it
where it should be on the taxiways and

runways. The taxi speed is controlled by
increasing or decreasing power on #1 and
#4 engines in conjunction with brake ap-
plication where required. Judicious use
of the brakes and #1 and #4 throttles are
the key to success in taxiing.  That phase
of the operation is difficult because the
tail wheel on the aircraft is not steerable.
Also, the large turning moment on the
aircraft caused by use of the outer engine
throttles is a major factor. Misuse of those
throttles can quickly start the aircraft
moving in the wrong direction.

When the aircraft has been maneu-
vered as close as practical to the end of
the runway, and has been turned into the
wind, the parking brake is set and the run-
up check carried out. During the run-up
items such as:  propeller function, mag-
neto serviceability, generator function,
and maximum RPM and boost available
for take-off are checked.

When all required items have been
checked serviceable, the flap is set at 15
degrees, and clearance received from the
tower, the aircraft is taxied to position on
the runway. Once cleared for take-off the
pilot advances the throttles to the “gate”
position, leading slightly with #1 throttle.
At the same time, right rudder must be
applied to counteract the aircraft swing
to the left. That swing is caused by the
slipstream as it hits the side and tail sec-
tion of the aircraft when the engines are
set at take-off power. At the “gate” posi-
tion the propellers are rotating at 2850-
3000 rpm and the “boost” is plus 9 lbs,
which is approximately 48 inches of
manifold pressure. At approximately 70
knots indicated airspeed, the tail of the
aircraft can be raised to put it in a hori-
zontal attitude. That is accomplished by
applying a firm forward pressure on the
control column. It is then that the airflow
around the rudders enables the pilot to
maintain directional control by gentle and
yet firm movements of the rudder ped-
als. If a cross-wind is blowing during
take-off, the ailerons must be deflected
into wind to assist in maintaining direc-
tional control.

At 100 knots airspeed, a gentle

backpressure is applied to the control
column and the aircraft becomes airborne.
Once safely airborne, the brake lever on
the control column is squeezed to stop
the main wheels from rotating. The un-
dercarriage (u/c) is then selected UP. Af-
ter the u/c is fully retracted and the air-
craft is climbing at 120 knots, the flaps
are selected UP. When they are in the
“UP” position”, the power is reduced to
2400 rpm and the boost set at plus 4 lbs.
The climb is continued at 140 knots.

At approximately 500 feet and
climbing, a rate one turn to the left of 90
degrees is made to enter the upwind leg
of the circuit. At 1000 feet, the aircraft is
leveled off, power reduced to 2200 rpm
and plus 2 lbs of boost. A further turn of
90 degrees to the left is then made to en-
ter the downwind leg of the circuit. 140
knots is maintained until the u/c is low-
ered at approximately the mid-point po-
sition on downwind leg of the circuit.

With the u/c DOWN the speed re-
duces to 120 knots without changing the
power settings. The landing check is then
carried out to ensure all is ready for the
landing.  Shortly thereafter, another turn
of 90 degrees is made to the left to com-
mence the crosswind leg of the circuit.
That turn is usually commenced when the
end of the landing runway becomes vis-
ible at the trailing edge of the port wing.

As the turn to the crosswind leg is
commenced, the first flap selection for
landing, approximately 20 degrees down,
is made.   Power is reduced slightly and a
slow descent is commenced at 120 knots.
At 500 feet above ground the final turn
to the left is made to align the aircraft
with the landing runway. More flap is
lowered at that time, to approximately 30
degrees down, and the airspeed reduced
to 115 knots. At approximately 200 feet
above ground, the final flap selection for
landing is made and the rpm levers are
moved to the full fine pitch position.
Speed is then further reduced so that the
end of the runway is crossed at 100 knots.
The point on the runway that is normally
used for touchdown is the runway num-
bers. Those numbers are painted at the
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I started flying Lancasters in Jan
1955 when at the #2 Maritime Opera-
tional Training Unit (MOTU) in
Summerside, PEI. Later I was with 407
Maritime Patrol (MP) Squadron Comox,
BC, flying Lancasters from June, 1955
to June 1957 and with 107 Rescue Unit
(RU) Torbay, Newfoundland.  My last
flight in an RCAF Lancaster was on July
10, 1963. That flight was in Lancaster
FM-213. I did my next flight in FM-213,
the Mynarski Lancaster, after it was re-
stored by CWH, on 23 September 1988.

end of each runway to indicate it’s mag-
netic alignment. The throttles are gradu-
ally closed to the power-off position as
the aircraft crosses the end of the runway.
The airspeed gradually decreases so that
at touch down it is approximately 70
knots. The landing is made in a slight tail
down attitude, which means that the main
wheels touch the runway first.

After touchdown the speed decreases
and the tail wheel touches the runway.
That point in the landing phase is the most
critical, and the time at which the pilot
must really be “on the ball” to ensure that
a swing towards the side of the runway
doesn’t occur. He, therefore, must ensure
judicious use of rudders, throttles and
brakes to keep the aircraft on the runway.
Taxiing to the ramp also requires careful
attention controlling the aircraft until it
has been maneuvered into the assigned
parking position on the ramp for shut
down. The bomb doors are opened dur-
ing the taxi to the ramp.

Prior to shutting the engines down,
they are run at 1500 rpm for approxi-
mately one minute. That procedure is to
clear any spark plug fouling that might
have occurred when low engine power
was used during taxiing. The engines are
shut down by placing the ICO switches
to the idle cut off position.  #1, #3 and #4
engines are simultaneously shut down.
With only #2 engine running, the flaps
are selected DOWN to check that the hy-
draulic pump on that engine is working.
Before leaving the aircraft the “shut-
down” check is completed to ensure all
aircraft systems are in fact shutdown and
that all levers, controls and switches are
in the proper positions.

Specifications:
4 Packard Merlin 224/9 12 cylinder inline
liquid cooled engines of 1640 hp each.
Fuel: 2154 gals of 100 or 100/130 low
lead.
Max t/o weight: 53,000 lbs.
Wingspan: 102 ft.
Length: 69ft. 5in.
Height: 20ft. 4in.
Crew (wartime):  Seven

Above: FM 213 while serving with 103 Rescue Unit at Torbay, Newfoundland.
The aircraft is in Mk. 10P configuration in this photo. After retiring from the
Air Force, FM 213 was put on pylons until she was rescued by the Canadian
Warplane Heritage Museum, who restored her to flying condition. Today she
wears the colors of the Mynarski Lancaster.

(Via Cy Dunbar and Ken Brown)

FM-213 today as the Mynarswki
Lancaster.

(Ken Brown, Photos)
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The Annual General Meeting Report
The 2003 Annual General Meeting was
held on January 25th at R.A. Park. The
AGM provided a review of the 2002 sea-
son with reports by: Mark Peapell as out-
going President, Treasurer, Gary
McMahon, Board of Directors’ Chair
Frank MacLoon and Board Member
Michael Garvey.
The President’s Report:
Outgoing 2002 President Mark Peapell
gave a report which covered the year’s
events at ACAM. During his presenta-
tion, Mark reviewed the status of the vari-
ous restoration projects that are ongoing
at the Museum. He also discussed some
of the larger problems that continue to
dog our organization such as: the status
of the roof in the Gift Shop building and
the need to increase the depth and par-
ticipation of the volunteers. Additional
information was presented on our work-
ing relationships with the Nova Scotia
Museum, Halifax Regional Municipality
and Tourism. In closing, Mark made it
quite clear that our Museum is going to
have to make some changes in our gov-
ernance in preparation for our next Nova
Scotia Museum audit. ACAM’s current
governance system does not fall in line
with how NSM expects the Community
Museums in Nova Scotia to be run. One
statement that was made during the run
of the day that stands out was, “ACAM
has reached a state where we must change
from a ‘community group’ to be run more
like a business.”
The Treasurer’s Report:
Treasurer Gary McMahon provided the
membership with a comprehensive report
on the state of ACAM’s finances. With-
out going into too much detail, here is a
list of some of the key increases and de-
creases that Gary has been watching over
the last year.
Gift Shop Sales +3.5%
Grants -1.5%
Donations +9.0%
Membership Dues -18.5%
Summer Student Expense +78.5%

Above: Treasurer Gary McMahon and
Outgoing President Mark Peapell set
up their laptops for their year-end pre-
sentations.

Above: Frank MacLoon presents
Danny Price the Volunteer of the Year
Award.
Below: Reg Clarke receives a plaque
from Frank MacLoon to mark his 25
years as Curator at the Museum.

(R. MacIlreith, Photos)

Insurance +20.0%
NSM Grant -19.5%
Sabre Event Revenue $2,300+
One of our big additional expenses is the
summer students. ACAM added a 3rd
student last year despite only having
grants for 2 students. The Museum has
reached a point where 3 students are the
bare minimum which we can operate with
and we will require 3 summer students
for the 2003 Season as well.
Board of Directors and Presentations
of Awards:
Frank MacLoon provided the member-
ship with a short message of congratula-
tions to the Executive and Membership
for another successful year. Frank then
made the presentation of the Doug Ordi-
nal Distinguished Member Award to
Danny Price. The Award was inscribed
with the following: “Presented to Danny
Price in recognition of his long term dedi-
cation to the development and improve-
ment of the Museum and his ability to
develop and apply innovative approaches
to problems as they arise and his par-
ticular involvement in preparations for
the Sabre dedication.”  Next, Frank made
a presentation to Reg Clarke. Reg has
been the curator of the Museum for the
last 25 years and is officially retiring. The
Award was inscribed with the following:
“Presented  to Reginald W. Clarke in ap-
preciation and in recognition of his 25
years of dedication and committed ser-
vice as Museum Curator. His dedication
to the Museum continues to be an inspi-
ration to all who share his commitment
to the preservation of Aviation History of
Atlantic Canada.”
Michael Garvey Presentation:
Michael Garvey recently attended a meet-
ing with the Nova Scotia Museum regard-
ing the upcoming governance issues that
our organization is going to face. The
information that Michael presented gave
those in attendance a quick look into the
complex issue that we must tackle in a
very short time.
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Election of Officers:
The 2003 Executive was nominated and
passed by the membership. The 2003
Executive is as follows:
President: Rob MacIlreith
Vice President: Barry Rodenhiser
Treasurer: Gary McMahon
Secretary: Bruce Paul
Past President: Mark Peapell
Gift Shop Manager: Dave McMahon
Members At Large: Ron Cunningham,
Bill Leeming, Danny Price, and Michael
White.
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perbly funny commentary on round en-
gine flying.  Mr. MacNutt was an ex-
tremely entertaining speaker and he was
enjoyed  very much.

The meeting ended with a social ses-
sion and some food via the R.A. Park
Mess. The afternoon provided the mem-
bership with some time to socialize and
discuss some of the Museum’s issues.
Thanks to all of those that had a hand in
planning the session and getting it orga-
nized into the successful day it was.

A Biography of Carl F.
Burke M.B.E.: Canadian

Aviation Pioneer
Author: Allan MacNutt
ISBN: 0-9687627-1-9
Cost: $23.95 (Available at the Gift Shop)
Details: 204 pages, black and white pho-
tos, soft cover. The gift shop currently
has 20 copies available that have been
autographed by the Author during his
visit to Halifax for our AGM.
Review: Carl F. Burke was an aviation
pioneer that contributed to the develop-
ment of air travel in Atlantic Canada.
Allan MacNutt has produced a solid book
about Burke’s life. For those that have
an interest in civilian aviation this is a
great addition to your collection.

Special Sale Price $20.00
for Current ACAM Members

Museum Notes

Job Priority List: In an effort to improve
the Museum’s productivity, a meeting of
the Saturday workers identified a num-
ber of jobs to complete. These jobs are
list at:

http://acam.ednet.ns.ca/jobs.htm
Your help is needed!

Jetstar: The carpet for the Jetstar resto-
ration has arrived. Limited restoration
work continues, although the cold has
hampered the restoration effort.

Facility: Limited repairs and improve-
ments continue on the building. Planning
has begun on gyprocking the tunnel that
connects the two buildings and new dis-
plays will go up in this area when the
project is complete.

Canso: Tail restoration continues. The
fabric for the rudder has been ordered and
some minor patchwork is being com-
pleted. Corrosion control continues on the
stabilizer assembly, including replacing
screws, rivets and plates that need to be
replaced.

Service Learning Projects: Two groups
of students at Leslie Thomas Junior High
School have begun Service-Learning
Projects for the Museum. A group of
Grade 8 students are in the process of
building a second interactive map display
for the Museum. This map will cover
Newfoundland and Labrador. A group of
Grade 7 students has begun to construct
the display cabinets for the Sabre. Thanks
to Barry Rodenhiser for putting the plans
together for the students. The planned
completion date for these  projects is July
1st. Stay tuned for a progress report from
the students in our May issue. Addition-
ally, the Heartwood Foundation is shoot-
ing some promotional video about Ser-
vice Learning with these students, a very
exciting project for all involved!
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Orville Pulsifer Sr.
By: Rob MacIlreith

Orville Pulsifer in uniform.
(ACAM Collection)

It is with great sadness that we note
the passing of Orville Pulsifer Sr., age 92,
on January 22nd, 2003. Mr. Pulsifer was a
member of our Museum community and
was the first inductee into the Museum’s
Hall of Fame.

Orville Bates Pulsifer was born in
1910 in Wittenburg, Colchester County,
Nova Scotia. He was the son of Seward
and Bertha (Bates) Pulsifer. Orville com-
pleted high school and then spent two
years attending night school at the
Gugenhynme Aeronautical School and
Laboratory, Massachusetts Institute of
Technology. During his time there he
would wash and polish old Ford Tri-mo-
tors in exchange for half hour flying les-
sons. In an interview with the Chronicle
Herald in 2000, Orville stated, “Turned
out it wasn’t very good, they weren’t in-
structors, really, because we had no in-
struction schools as we have today. They
sort of said, ‘Go ahead, see if you can fly
it.’”
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As well, during this time he became the
Service Manager for a local car dealer-
ship. In 1937, Orville and a group of li-
censed pilots founded No. 116 Auxiliary
Fighter Squadron at Halifax. There, how-
ever, was the problem of not having any
aircraft for a short time and the Squad-
ron was disbanded in November of 1939.
Orville was then sent to 10 Bomber Re-
connaissance Squadron where he flew
some anti-submarine patrols in Digbys.
From there Pulsifer was sent to training
at RCAF Trenton and RCAF Borden.
After obtaining a 1A all types, Flying In-
structor category ticket he was held in
Training Command as Commanding Of-
ficer of No. 13 EFTS at Pendleton,
Ontario.

 As Commanding Officer, Orville
had to recommend two officers every
month for overseas duty. In an effort to
get into action, Orville recommended
himself for two consecutive months. He
then received an order to report to Train-
ing Command Headquarters immedi-
ately.  After receiving a reprimand and
told not to do it again, Orville recom-
mended himself for overseas duties for a
third month and had his command taken
away and the $1.00 a day Command pay. 
He was then put in command of standard-
ization flight for all Elementary Flying
Training Schools in Canada. Orville
wanted to go overseas and become a
fighter pilot but the Air Force turned him
down, telling him that at the age of 29,
he was too old to go into combat.

Orville accumulated over 3000 hours
while in Training Command.  The long
list of aircraft he flew while he was in
service included: Tiger Moth, Fleet
Cornell, Yale, Harvard, Lockheed 10 and
12, and the Hurricane. Eventually Pulsifer
would fly 30 kinds of military aircraft and
sent thousands of pilots solo in single and
multi-engine aircraft. Before the war
ended, Orville Pulsifer became the com-
mander of all standardized flight train

ing in Canada under the British Common-
wealth Air Training Plan. In the
Chronicle Herald interview Orville
stated, “And I never had a fatal accident,
ever. I’ve been the most lucky fellow in
the world that way.”

After the war ended, Orville Pulsifer
continued his career in aviation which in-
cluded some unique and challenging fly-
ing in single and multi-engine aircraft,
some on wheels, some on floats and skis.
He towed banners, conducted photo-
graphic surveys for the Province of Nova
Scotia and started the province’s first
aerial forest service, searching for forest
fires. The aircraft the service used at the
time did not have the required range to
fly across the entire province. Instead the
pilots would carry five gallon cans of fuel
in the cabin with them and land and re-
fuel somewhere along the route in order
to have sufficient fuel to get home.

After the war, the Halifax Board of
Trade asked Orville to recommend a lo-
cation for a major airport in the region.
He recalled one day that he helped pull
an airplane out of the bush that Doug
Saunders, another local aviation pioneer,
had crashed. Looking around the area and
recalling what the terrain looked like from
the air, Pulsifer thought that it would be
a good location for an airport. That was
the site that he recommended to the Board
of Trade and today Halifax International
Airport stands on that location and a
plaque at the airport recognizes that fact.
Orville Pulsifer also imported aircraft into
Canada and sold them. Eventually, he
would import 98 aircraft into the coun-
try.

Aviation was not Orville’s only job.
In his 60’s, Orville obtained his marine
engineers’ papers. Realizing that many
ships had poor drinking water, he founded
Sparkling Springs Ltd., which sells
bottled water. That company has opera-
tions on two continents. He also invented
several machines for the mining industry
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including a portable mill for preparing
mineral ore samples. He was active in
prospecting into his later years. His other
inventions included a mid-water trawl for
fishing and research. He designed sev-
eral concepts for energy systems using
ocean wave power.

Orville Pulsifer flew for over 62
years and had over 16,000 hours in his
logbook, the equivalent of over 667 days
of flying. In fact, in 2000, it was only a
heart condition that prevented Orville
from flying on his own.

Orville Pulsifer is survived by his
second wife, Edna; son and daughter-in-
law, Orville Jr. and Ruth, Shortt’s Lake;
grandchildren, Craig, Salmon Arm, B.C.;
Beth Smith, Wolfville; six great-grand-
children; sisters, Phyllis and Blanche, re-
siding in New England. His life is the sub-
ject of a book by A. Ross Brown of
Halifax, “Orville B. Pulsifer: The Man,
The Vision, The Legacy”, soon to be pub-
lished on behalf of the Aircrew Associa-
tion of Nova Scotia.
Right: The Museum’s display on
Orville Pulsifer.

News Shorts:
CanJet Announces

Price Cuts
Halifax based discount airline CanJet

announces reductions in fares of up to
40% in late Feb. “CanJet’s January ‘Win-
ter Sizzler Seat Sale’ was an overwhelm-
ing success which drew enormous re-
sponse from customers throughout east-
ern and central Canada.” said Julie N.
Gossen, Executive VP and Chief Oper-
ating Officer, CanJet Airlines. “The
airline’s research, combined with cus-
tomer feedback, indicates CanJet not only
captured seasoned air travelers but also
created a whole new market of custom-
ers who have never flown before. The
general public has clearly told us that
everyday low fares fill airline seats and
we are responding with an across the
board reduction of up to 40% off all ex-
isting regular fare levels.”

CanJets website is listing fares such
as: Toronto to Halifax or Moncton as low
as $74 one-way; St. John’s or Deer Lake
to Toronto as low as $104 one-way;
Montreal or Ottawa to Halifax as low as
$64 one-way; Moncton to St. John’s as
low as $64 one-way.

Pan Am Clipper
Connection To Serve

Bangor, ME
Martha’s Vineyard,
Nantucket and Ca-
nadian Maritimes

Beginning March 20th, Pan Am af-
filiate Boston-Maine Airways will begin
regular scheduled non-stop service be-
tween Manchester Airport and Bangor,
ME, the islands of Martha’s Vineyard and
Nantucket, and the Canadian Maritime
city of Saint John, New Brunswick, as
well as, one-stop service to another Mari-
time destination, Halifax, Nova Scotia.

The Boston-Maine Airways name
has its roots in the earliest days of com-
mercial aviation. In the late 1920’s and
early 1930’s, the Boston & Maine and
Maine Central Railroads jointly owned
and operated the original Boston-Maine
Airways, which provided international
mail and passenger service throughout the
Northeastern United States and the Ca-
nadian Maritimes. In fact, Amelia Earhart
was a Vice President of the original Bos

ton-Maine Airways, which also operated
under a contract with a then-fledgling Pan
Am.

Op Apollo Update
The Honourable John McCallum,

Minister of National Defence, announced
today that having accepted the command
of Task Force 151, Canada has decided
to send a command and control destroyer,
HMCS Iroquois, to the Arabian Sea to
give Commodore Girouard the platform
he needs to fulfill his coalition responsi-
bilities.

“The addition of a destroyer repre-
sents a significant contribution to the
campaign against terrorism and is repre-
sentative of Canada’s commitment to its
coalition allies and its support of the US-
led Operation Enduring Freedom,” said
McCallum.

HMCS Iroquois, commanded by
Captain (N) Paul Maddison, sailed with
a helicopter detachment embarked that
was originally intended for HMCS
Fredericton. HMCS Fredericton, which
was slated to sail on February 17 to re-
place HMCS Montréal, already in the
Gulf, will now delay her sailing date un-
til another helicopter detachment crew
can be prepared to sail with her.
[Editor’s Note: Crash update next issue.]
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ID Quiz
This photo was submitted by Nigel

Service as our March ID Quiz. This photo
should prove to be challenging for our
readers. As a side note, the photo was
taken landing at Halifax International.

Remember in order to qualify for a
correct answer, you must  identify both
the aircraft and the aircraft manufacturer.
Submit your answers to the Editor at:
acam@ednet.ns.ca or by snail mail at the
address on the front cover.

Do you have a photo that you think
may prove to be a challenge for our mem-
bers and readers? Photos can be submit-
ted by e-mail at the above address. Please
scan your photos at 300dpi and 25%.

In the Air and On
the Ground

The Concorde arrived in Halifax as
a precaution in late Febuary. Damage to
the Number 3 engine was the reason. The
Concorde was here for 4 days leaving on
Sat. Feb 22, attracting a large number of
people to watch. More photos of the event
will be puiblished next issue.

(Gene Hamilton, Photo)

Would You Fly This?
Submitted by Mike Garvey. This

China Airlines aircraft landed in Frank-
furt, Germany for fuel with the number 3
engine secured with seatbelts because of
excessive vibration. The aircraft flying on
3 engines was short of fuel due to the
extra drag so they landed at Frankfurt.

The Germans inspected and
grounded the aircraft. In the endl, the air-
craft needed 3 engines replaced before it
was declared airworthy. Can you imag-
ine being a pilot and taking off with only
3 engines and one secured with seat belts.
Note the condition of the fan blades. It
was a miracle that these potential Dar-
win Award winners made it this far with-
out killing themselves and any other poor
souls!
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unsung heroes. I am sure that someone
like her lives in each house of our mem-
bers. So to all the wives out there, who
make sacrifices so that we can do our best
to preserve history for future genera-
tions… a big thank you!

Frank MacLoon is examining differ-
ent methods of funding for our organiza-
tion. He is looking for input from our
membership in the form of suggestions
of different grants and sources that we
can tap. With government funding cuts
and reductions in the Community Mu-
seum funding program, it will be essen-
tial that ACAM diversify it’s funding
sources and make partnerships within the
corporate community. Fund raising ef-
forts will require a major investment in
terms of manpower and time. Your con-
tributions can make all the difference to
the Museum in the future. Frank can be
contacted by e-mail through our e-mail
address at: acam@ednet.ns.ca or at his
home by snail mail at:

Frank MacLoon
62 Crestline Dr.

McLeod Hill, N.B.
E3A 6B1

As we talk about membership and
fund raising, we must remind everyone
that 2003 has begun and it is important
to contribute your membership fees for
this season. Fund raising begins at home!
Gary McMahon reported that our mem-
bership fees dropped by 18.5% last sea-
son, although we continued to send out
newsletters. I encourage each of you to
make sure your 2003 membership is up
to date as soon as possible. Lastly, I would
like to thank Michael White and Frank
MacLoon. Michael ran a 50/50 draw at
our AGM as a fundraiser; Frank
MacLoon was the winner and donated the
winnings to the Museum. This activity
raised almost $70. Thanks guys!

I hope that as a team, we can improve
upon ACAM’s past successes and soar
into a bright and profitable future. With
hard work and teamwork I know that we
can make our Museum even better, it will
not be easy, but it is possible!

Rob

this category I might suggest that we have
many jobs such as researching, fund-rais-
ing and some small restoration and re-
pair work that can be done off site that
would help greatly. At a meeting on Sat-
urday, February 15th, many jobs were
identified and these jobs are posted on
our website at: http://
acam.ednet.ns.ca.jobs.htm Jobs will be
updated on a regular basis with new jobs
added, completed jobs removed and sta-
tus and project leaders listed. Jobs will
be posted in a basic priority which will
be re-evaluated on a quarterly bases. If
you find something there that interests
you, contact me and we will fix you up
with what you need.

If you have never volunteered at the
Museum before or you’re a member from
the past that would like to come out and
get started again, our new membership
representative is Danny Price. Danny is
a long-time member of the Museum and
is one of our regular Saturday volunteers.
He will be happy to show you around and
introduce you to the guys that work at
the Museum and find a spot on a team or
a job that you are interested in. If you
would like to know more about our Mu-
seum, Danny is with whom you need to
talk. Danny can be contacted at 477-1953
or by e-mail through our e-mail address
at: acam@ednet.ns.ca.

As our Exec has changed over since
last year, it has taken us a while to get
spun up to speed. Thanks to our past Exec
for turning the Museum over in very good
shape. I will remain the Editor of our
newsletter and take care of assembling
it. I do require more help with story re-
search and writing. The newsletter takes
a lot of material and time to put together
each issue and the more writing that I
have to do, the less time I have for other
things. If you would like to contribute
but you are worried about the quality of
your writing, do not let that stop you. I
will be happy to edit for you. Since I’m
on the topic of newsletter and editing, let
me take a minute to thank my Editor. My
wife gets roped into editing my work
every issue and is one of those

President’s Message
From the Desk of Rob MacIlreith

So much to do… so little time, vol-
unteers and money. Time is a variable that
cannot be changed, however, volunteers
and fund raising are something that we
can manage. Lao – Tzu remarked, “A
journey of a thousand miles must begin
with a single step.”  At this time ACAM
has made many steps in that thousand-
mile journey but it is by no means com-
plete. In mid January, the CBC ran a story
about volunteering and I noted a few sta-
tistics in the story. In the last 10 years the
number of people that volunteer in this
country has declined by 48%; a very tell-
ing and startling comment on today’s so-
ciety. Also, in that same 10-year period,
the average volunteer has increased the
amount of volunteer hours by 33%. The
moral of the story, as it relates to ACAM,
is that the participation of our volunteers
has fallen off drastically in the last few
years. I have been a volunteer at the Mu-
seum for 10 years this summer and I have
noted that the number of volunteers that
work at the Museum on an average Sat-
urday has fallen from 16-20 guys to just
7 last Saturday. Knowing that participa-
tion tends to fall off in the winter, I really
hope that our numbers are going to come
up in the spring.

For some people, visiting the Mu-
seum on a regular basis to work is very
difficult. For those of you that fall into

Above: China Airlines Engine. Note
the seat belts that were securing it in
flight to keep it from windmilling.


