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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:
The May meeting will be held on May
23rd at the Museum. There will be so-
cial time beginning at 7:00 pm. The
meeting will begin at 7:30 pm.

The July meeting will be on July 25th
at ACAM beginning at 7:30pm.
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434 “Bluenose” Squadron had it’s close out party from March 24th - 26th. Saturday,
March 25th was the highlight of the weekend with a 5 ship fly-by. See story pg 8 and pg10.

(R. MacIlreith, Photos)

Included In This Issue:

Major Albert D. Carter
T-33 Silver Star Profile
434 Squadron Disbands

Aviation News
Avenger Crash: Eyewitness Account

Museum Notes
and much more!



The Atlantic Canada Aviation Musuem Newletter
May / June 2002

 Page 2

DEDICATED TO THE PRESERVATION OF THE AVIATION HERITAGE OF ATLANTIC CANADA

Ground to Air – The Story of Major Albert D. Carter
By Bruce J. Paul

It was the French who first coined
the term ‘ace’. The phrase was used to
describe pilots of particular daring, the
pioneers of air fighting who captured the
popular imagination. Later the expression
was reserved for those who managed to
down five or more of his opponents. Dur-
ing the First World War, some 550 Brit-
ish and Commonwealth fliers became
aces. Incredibly, 177 of those were Ca-
nadian. New Brunswick’s Albert Carter
earned the right to this title five times
over, yet he still ranks among the vast
majority of little-known aces. From the
shell-churned soil of the Somme, to the
wind swept skies over Flanders, his story
is as unique and colorful as any other.

Today the name Albert Carter won’t
mean much to many people except per-
haps for a few aviation historians or en-
thusiasts. His birthplace is almost as
obscure. Point de Bute, New Brunswick,
appears to be little more than a scattering
of houses along the road leading to P.E.I..
A few miles away in Aulac, the late Ma-
jor Carter’s medals are on display at the
Fort Beausejour Museum. They can be
found almost hidden in the back, not un-
like the Carter family monument in the
Point de Bute cemetery. Locally, the sur-
name Carter dates back to the 1700’s
when over 1000 settlers were brought
over from Yorkshire, England, to popu-
late the area after the British captured Fort
Beausejour and the surrounding land
from the French.

Albert Desbrisay Carter was born on
July 3, 1892. He was the only son of
Leonard and Violetta Carter. After attend-
ing grade school, Albert studied at
Fredericton Normal College where he
was later employed as a teacher. Shortly
before the war, he left a teaching posi-
tion at Standstead College in Quebec and
enrolled at Mount Allison University
where he intended to study law. While a
student, Carter joined the militia and be-
came a cadet instructor with the 74th N.B.

Rangers. As an active member of the
militia with several years experience, he
had no trouble enlisting in the regular
army when Canada mobilized for war.
Carter signed up on Feb 25, 1915 and
shipped overseas as a member of the 26th

N.B. Battalion, Canadian Over-seas Ex-
peditionary Force.

 Whether on the ground or in the air,
Carter’s wartime experiences would be
associated with one of the most endur-
ing and powerful symbols of WWI, the
machine gun. Few front-line soldiers had
a clearer view or a more intimate knowl-
edge of the battlefield than the Vickers
gun crews. By February 1916, Albert
Carter had been promoted to the rank of
Major and was on active duty as a ma-
chine gun officer.

After months of bitter fighting in
Belgium, the 26th Battalion was moved
south to the   Somme sector, where prior
to the summer of 1916, it had been rela-
tively quiet. During 1916, a series of
battles took place from July through No-
vember, collectively known as the
Somme Offensive. On the first morning,
within hours of the opening shots, it
would become the most costly single day
in British military history. Nearly 60,000
men were killed, wounded or taken pris-
oner. Although the first day is best re-
membered, what followed was actually
a series of mind-numbing barrages and
near suicidal frontal assaults. By the end
of November, as autumn rains reduced
the entire front to cement like ooze,
600,000 British and French soldiers had
been killed or wounded. Today along the
Somme River amid the lush green fields
of Picardy, 410 separate British cemeter-
ies bare silent testament to those whose
lives were wasted there.

It was at Ypres and the Somme that
the mud splattered Canadians earned their
reputation as tough, dedicated fighting
men and Albert Carter was numbered
among them. During the Battles a great

Major Albert D. Carter

Major Albert Carter’s Citations

Distinguished Service Order (DSO)
“For conspicuous gallantry and de-
votion to duty. He destroyed two en-
emy aeroplanes, drove down sev-
eral others out of control, and on
two occasions attacked enemy
troops from a low altitude. He
showed great keenness and dash as
a patrol leader.”
DSO citation, London Gazette,
18 July 1918

Distinguished Service Order
(DSO) Bar

“For conspicuous gallantry and
devotion to duty as a fighting pilot.
In three and a half months he de-
stroyed thirteen enemy machines.
He showed the utmost determina-
tion, keenness and dash, and his
various successful encounters, often
against odds, makes up a splendid
record.” DSO Bar citation, London
Gazette, 16 September 1918

Major Carter was also awarded the
Belgian Croix de Guerre



The Atlantic Canada Aviation Musuem Newletter
May / June 2002

 Page 3

DEDICATED TO THE PRESERVATION OF THE AVIATION HERITAGE OF ATLANTIC CANADA

deal was expected of the machine gun
crews and the infantry depended on their
skill and courage. Unfortunately, because
they were so effective, they became prime
targets particularly for the German artil-
lery. Before the Somme offensive ground
to a halt, Albert Carter was wounded in
the hip and thigh and invalided home.

For most soldiers, the realities of
trench life ended any naïve romantic no-
tions they had concerning 20th century
warfare. Yet despite the daily horrors they
faced, few of the ground bound infantry-
men envied the airman’s lot. The fliers
were however, gaining the attention and
adoration of the European Press. Stories
from the battlefields became so consis-
tently horrific that even the typically re-
served British would eventually allow
their newspapers to spotlight the only
seemingly heroic war that remained,
namely, the air-war. In the skies, men of-
ten fought one on one and a pilot’s cour-
age and skill generally meant the differ-
ence between life and death.

At 25 years of age, Major Albert
Carter was already a wounded veteran
who had participated in the heaviest fight-
ing the world had ever seen. Neverthe-
less, he would soon be looking down the
cooling jacket of his faithful Vickers guns
once again. By early 1917, Carter had re-
cuperated and was back in England in
charge of an army discharge depot. It was
not long before he became bored with the
sleepy backwaters of war. Probably con-
vincing his superiors that he would still
be fighting the war from a chair, he re-
quested and was granted, a transfer to the
Royal Flying Corps. During the summer
of 1917, Carter qualified as a pilot and
after flying coastal patrols along the
shores of the UK for several months, he
finally returned to the “fighting war”. In
the autumn of 1917, he was posted to
No.19 (Fighter) Squadron who had been
operating out of Estree Blanche, France.

When Carter joined the Squadron,
they were equipped with the French
SPAD VII. The SPAD (acronym for “So-
ciete Anonyme pour l’Aviation et ses
Derivitives”) was one of the truly classic

aircraft of WWI and the mount of many
Allied aces. The SPAD VII was a small
aircraft with sleek purposeful lines. In the
air it was a racer, particularly in a dive
where its thin, closely spaced wings per-
mitted speeds in excess of 200 mph. The
SPAD’s strong construction coupled with
its ability to dive, generally gave its pi-
lots the all-important choice of whether
to attack or quickly disengage. Carter
flew the SPAD VII and possibly it’s more
powerful twin-gun replacement, the
SPAD XIII. Although the RFC was sorely
in need of any available fighter aircraft
in 1917, many believed the SPAD was
less than ideal for the British style of
fighting. They could be difficult to fly in
formation and performed better at higher
altitudes not usually flown by the RFC
patrols. By late 1917, the single-gun ar-
mament of the type VII was also gener-
ally considered to be inadequate. If Albert
Carter agreed, his record does not reflect
it. Carter knew better than most pilots
what damage could be caused by a single
well-aimed machine gun. Fifteen of
Carter’s victims fell to his SPAD’s guns.

From the beginning, Albert Carter
seemed destined to become 19 squadron’s
leading light. Carter recorded his first
kills on October 31, 1917, when he
downed a fighter in the morning and a
two-seater in the afternoon. Soon, other
victories continued with amazing regu-
larity. The following month as the Cana-
dian Corps wrestled the Germans from
the chilling, muddy glue at
Passchendaele, Carter was busy battling
them in the air. That fall, he had become
a Flight Commander and earned the dis-
tinction of being the highest scorer on the
Western Front for the month of Novem-
ber. His main opponents at this time flew
the Albatros DV, the workhorse of the
German air service and roughly the
equivalent of WWII’s Me 109.

As well as air fighting, SPADs were
used extensively to strafe ground troops.
19 Squadrons aircraft were used to hold
back and hamper the German’s move-
ments during the Battle of Arras,
Messines Ridge and Ypres. Preferring

Point de Bute, Albert Carter’s
home town.

The SPAD VII similar to the one
flown by Major Carter. He scored
his first 15 victories in this type of
aircraft.

SPAD VII Specifications:
Country of Origin: France
Powerplant: One 150 hp
Hispano-Suiza 8Aa  8 cylinder
Vee piston Engine
Max Speed: 192 km/h (119 mph)
Service Ceiling: 17,500 ft.
Range:  360 km (225 miles)
Empty Weight: 1124 lbs.
Max Take Off Weight: 1632 lbs.
Span: 25 ft. 8 in.
Length: 19 ft. 11 in.
Height: 7 ft. 2 in.
Wing Area: 192 sq. ft.
Armament: 1 fixed forward .303
in. Vickers machine gun.

The SPAD VII scored it’s first com-
bat success on Aug 23rd, 1916. By
the summer of 1917 there were over
30 squadrons equipt with the type
on Western Front. Over 6000 of this
version of the SPAD were built be-
fore production ended.
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aerial combat, few pilots relished these
dangerous and costly low-level opera-
tions. Carter approached them with the
usual spirit and determination he became
known for. On several occasions he was
seen darting along the ground narrowly
avoiding disaster, making each burst
count.

Carter’s squadron had not fully re-
placed its SPAD VII’s with the type XIII
before re-equipping with the new
Sopwith Dolphin. The Dolphin was un-
usually under-rated, especially for an air-
craft from such a renowned factory. It
possessed excellent handling qualities
particularly at high altitudes and visibil-
ity from the cockpit was almost un-
equaled. Though it seldom carried the
four guns it was designed for; the Dol-
phin was the first attempt by the British
to develop a multi-gun fighter. The
Dolphin’s detractors pointed mainly to its
unorthodox appearance. It was a squat,
ungainly aircraft with back-staggered
wings. The pilots view had been in-
creased by lowering the top wing and al-
lowing his head to protrude through a
rectangular cutout. This arrangement did
not endear it to pilots who feared the
worst in the event of a rollover. Unlike
its predecessor, the Camel, the Dolphin
was powered by the Hispano-Suiza inline
V-8 (so was the SPAD). The “HISSO”
was a compact, powerful engine but early
versions were described as being depress-
ingly unreliable. The Dolphin was the last
aircraft flown by Albert Carter during his
time with 19 Squadron. It was used
mostly to conduct offensive patrols and
later served in the bomber-escort roll.
Carter scored victories, 16-29, while fly-
ing Sopwith Dolphins.

On Several occasions Carter’s exem-
plary actions had been noted by his su-
periors in military dispatches.  In early
1918, he was awarded his first medal, the
Distinguished Service Order. The DSO
ranks just below the Victoria Cross and
is given for individual instances of meri-
torious or distinguished service in war.
The citation praised him for his victories
and great keenness and dash as a patrol

leader. In May of 1918, in an expression
of gratitude for his service on and above
Flanders, Carter received the Belgian
Croix de Guerre. His final decoration was
issued later in 1918 when he earned his
second DSO. In the summer of 1918, only
four other Canadian fliers had been
awarded the bar to their DSO. On that
occasion he was commended for his “de-
termination … and his various success-
ful encounters, often against odds…”. In
Carter’s brief seven-month combat fly-
ing career, he destroyed at least 20 en-
emy fighters and 9 two-seaters, making
him the highest scoring member of 19
Squadron. His final tally, also places him
among the top 30 pilots who flew for the
British Empire during WWI.

On the morning of May 19, 1918,
Lt. Paul Billik and the men of Jasta 52
rose from their airfield near Lille in search
of reported English patrols. Over
Wingles, France, they spotted aircraft
from No. 19 Squadron and the usual dog-
fight ensued. When the scrap ended so
had Major Albert Carter’s combat career.
He was flying Sopwith Dolphin Serial
C4017, when at 11:10 (German time); he
was caught in the fire from Paul Billik’s
guns. Carter’s fellow pilots were certain
he had been killed. Although seriously
injured, he had in fact survived. It was
not until a month after the war that offi-
cial word was received concerning his
actual fate. Carter had been taken pris-
oner and by the time he was released, had
completely recovered from his injuries.
Ltn. Billik, who eventually downed 31
aircraft, suffered a similar fortune. On
August 10, 1918, he too was brought
down and became a guest of the British
until the end of hostilities.

After the Armistice, Carter again re-
turned to the UK and resumed his mili-
tary flying career. In 1919 he joined
Canada’s newly formed No.1 Training
Group at Old Shoreham Airfield. The
squadron had been given several Fokker
DVII ‘war prize’ machines, the aircraft
most pilots consider to be the best fighter
of WWI. Albert Carter was an enthusias-
tic supporter of the DVII.

The Sopwith Dolphin. While flying
this type Major Carter scored vic-
tories 16-29.

Sopwith Dolphin MkI
Specifications:
Country of Origin: Great Britain
Powerplant: One 200 hp Hispano-
Suiza 8E,  8 cylinder Vee piston En-
gine
Max Speed: 180 km/h (112 mph)
Service Ceiling: 20,000 ft.
Range:  360 km (225 miles)
Empty Weight: 1,109 lbs.
Max Take Off Weight: 2,008 lbs.
Span: 32 ft. 6 in.
Length: 22 ft. 3 in.
Height: 8 ft. 6 in.
Wing Area: 263.25 sq. ft.
Armament: 2 fixed forward .303 in.
Vickers machine guns and one or two
Lewis guns usually mounted to fire
forward and upward over the propel-
ler arc.

Lt. Paul Billik, who shot down Ma-
jor Carter. Billik survived the war
and died in a crash of a Junkers F13
in March of 1926.
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On May 22, 1919, Carter strapped
himself inside one of the captured
Fokkers, paused and looked over his
shoulder while an airman took his pho-
tograph. He started the engine of the
Albatros-built DVII (8482/18) and ad-
vanced the throttle. The fuselage fabric
quivered as the prop spun ever faster and
soon Carter was rolling forward thunder-
ing across the grass strip. Seconds later
the axle pounded one last time and he was

The Fokker D. VII. Major Carter
was flying an example similar to this
when he was killed on May 22nd,
1919.

Fokker D.VII Specifications:
Country of Origin: Germany
Powerplant: One 185 hp BMW III 6
cylinder inline piston Engine
Max Speed: 200 km/h (124 mph)
Service Ceiling: 22,965 ft.
Range:  186 miles
Empty Weight: 1,620 lbs.
Max Take Off Weight: 1,940 lbs.
Span: 29 ft. 2.5 in.
Length: 22 ft. 9.5 in.
Height: 9 ft. .25 in.
Wing Area: 220.67 sq. ft.
Armament: 2 fixed forward 7.92
mm LMG 08/15 machine guns.

away, rising effortlessly over the field.
After climbing to 7000ft, suddenly and
without warning, the wings collapsed.
Shocked friends watched helplessly as the
Fokker went to pieces in the air, then
tumbled and fell to earth like a deck of
cards. Albert Carter was thrown from the
aircraft and killed. His remains were bur-
ied in the Old Shoreham Cemetery, Sus-
sex England. He was 28 years old.

Above: The last photo of Major Albert Carter, taken moments before his
death in Fokker D. VII (8482/18).

(Photo taken from  Canada’s Fighting Airman  by G. Drew)

I was pleased to see on your web site
that you are restoring CF-ZYC. I was in
Juniper on May 20th 1975 when it went
down.

At that time I was working as a  re-
searcher for Ciba-Geigy, the Swiss
chemical company, on J.D. Irving’s
Thrush aircraft. We were working from
the Juniper airstrip.

As I recall, May 20th was the first
day that FPL declared spray blocks in the
Juniper area open for spraying and the
TBMs were operating.

The early morning sorties started
with a problem when a TBM with an
obvious engine misfire failed to take-off
and ran-off the end of the strip into a
gravel area. The plane was fully loaded
with 625 US Gallons of insecticide mix.

Tanker 20’s Crash: An Eyewitness Account
Recieved from Dr. Steve Parkin via E-mail

I recall the engine becoming de-
tached from the aircraft and travelling on
fire some yards towards Irving’s Tree
Nursery. The pilot got out OK but as you
can imagine a lot of people around the
airstrip were nervous.

In the late afternoon myself and a
colleague from the UK, Leslie Hewitt,
were discussing the progress of our work
in a pick-up truck half-way down the air-
strip when we heard a TBM coming down
the runway on full power. We watched it
take-off on what was obviously a test
flight. It was lightly loaded and climbed
rapidly not using the full runway length.
It was using a lot of flap. I had just said
to Les “that one took-off OK” when the
plane (CF-ZYC) suddenly dipped a wing
and drop towards the forest. Our im-

mediate reaction was to drive towards the
scene of the impact. We reached the end
of lane which ran alongside the airstrip.
It stopped at the river. We guessed that
the plane had come down somewhere up
the river. Some others working at the air-
field arrived just after us. By the river
were some canoes which were locked-up
with chains. People set to them with axes
to break the chains. Eventually two ca-
noes each with two people onboard set
off up the river to look for the plane. I
ended up in the lead canoe with a local
guy. We paddled upstream and saw some
debris coming down so we knew we were
on the right track. I remember the river
forked in places. We eventually reached
the crash site on the banks of the river.
The plane was a mess but upright. The
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pilot  had got out of the cockpit by the
time we arrived. He had still got on his
helmet but the visor was cracked and he
was covered in blood from a broken nose.
He was very excited and shouted to us as
we approached “ I’m alright, I’m
alright!”. We put him in the canoe and
took him back to the airfield. He was
taken off to Fredericton in an ambulance.

He came back later in the season to
visit his friends and I spoke to him.
Turned out he was Swiss and had worked
for Ciba-Pilatus (an affiliated company
to Ciba-Geigy) and had been cotton
spraying in the Sudan. I regret  to say that
I cannot recall his name but looking at
the pilot’s list on the TBM spraying web
site I wonder if it was Koerfgen. Pehaps
you know? [Editor’s Note: The pilot on
Tanker 20 was Hans Koerfgen who now
lives in Centreville, N.B. (Confirmed by
Frank MacLoon)]

CF-BEF, also pranged at the Juniper Strip. Recieved via e-mail from Steve
Parkin. BEF ended up at the end of the runway -the pilot may have lost control
- and it was buried on site. When ACAM was seeking parts, the crew found a
wing tip from this A/C in the woods nearby and, in fact, a few pieces from BEF
are now in our TBM restoration. The pilot on this CF-BEM was named Biro.

ACAM’s Avenger,CF-ZYC, soon after it crashed off the end of the Juniper Air-
strip on May 20th, 1975. The Avenger was lost due to engine failure. The photo
was recieved via e-mail from Dr. Steve Parkin.

Later on I had less exciting encoun-
ters with TBMs and their pilots in ’76
and ’82 whilst working with FPL. Got to
meet lots of the “characters”.

I enclose some scanned pictures. One
is the morning incident at Juniper and the
other is an aerial shot of the CF-ZYC
sight a few days after it went down with
some company personnel retrieving
items. I gather the ASI was stuck indi-
cating 100 kts.

Good luck with B20. I hope I can
get to see it one day.

Regards, Steve Parkin

[From Frank MacLoon: Hans told us
the flight was a test flight to check an ap-
parent leak in the tank system. It was car-
rying water. He “drew” the flight in a toss,
or whatever, with another pilot. This was
it’s first “working” flight after arrival as
a contract A/C. On coming down he was
knocked out for a few minutes and we
have a later photo of a smiling Hans in a
cockpit with an obvious taped over patch
on the helmet where it hit the instrument
panel. We also have a photo of Hans and
Don Henry taken a few years ago stand-
ing in front of his collection.]

Everyone already knows the the definition of a “good” landing is one
from which you can walk away from. But very few know the definition of
a “great landing.” It’s one after which you can use the airplane another
time.

-Unknown Cliché
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T-33 Silver Star
By: Rob MacIlreith

Development:
    Designed by V.F. “Mae” Short, the
Lockheed T-33 filled an important re-
quirement for a jet trainer for the United
States Army Air Force. While other coun-
tries, such as, England were developing
training aircraft like the Gloster Meteor
T.7 and the DH Vampire T.11, the
USAAF lacked a two seat jet training air-
craft. Short, therefore, campaigned
Lockheed to build his two seat training
version of its P-80 .
    Short’s design team, headed by Don
Palmer, was given a budget of $1 Mil-
lion to build and fly the new airplane. The
newly formed United States Air Force,
quickly showed interest in the project and
contracted Lockheed to built an initial
batch of 20 TP-80Cs (later renumbered
T-33A). The Navy was not far behind
ordering 30 TO-2’s; later changed to TV-
2 (finally changed to T-33B under the

 Rolls-Royce Nene 7 Turbo jet.
Countries That Flew The T-33 Silver
Star:
    Many T-33’s were supplied to foreign
operators under the Military Assistance
Program (MAP). This program provided
friendly nations aircraft and weapons
during the Cold War. Nations which have
flown the T-33 include: Bolivia, Burma,
Canada, Chile, Colombia, Ecuador,
France, Greece, Guatemala, Honduras,
Iran, Japan, South Korea, Mexico, Paki-
stan, Paraguay, Philippines, Portugal,
Singapore, Taiwan, Thailand, Turkey,
United States, Uruguay, West Germany,
and Yugoslavia.
Canada and the Silver Star:

Canada received its first batch of 20
T-33’s in May of 1951. These T-33’s dif-
fered from the others that would follow
in that they were loaner T-Birds from
Lockheed, complete with Allison En-
gines and under slung tip tanks. This
batch of T-33’s was given 14 series tail
numbers. The first batch of T-33’s built
by Canadair was accepted by the RCAF
in January of 1953. All together the mili-
tary would purchase 656 T-Birds. The 20
Lockheed Birds were returned as soon as
Canadair production was in full swing.
The first T-Bird course was graduated on
March 22nd, 1954. Jet training was ini-
tially centered at Gimili, MacDonald,
Portage-la-Prarie, Saskatoon, Chatham
and Trenton. The Silver Star certainly has
outshone many of the other types in the
inventory: the Sabre, Canuck, Starfighter
to name but a few. In fact, this year all
but 4 AETE aircraft will finally be with-
drawn from service. However, the T-33
is a design that has endured and many
hours of useful service life remain on
more than a few examples. The Silver
Star may be gone from Canadian skies
but will not be forgotten.

Kelowna FlightCraft of British Co-
lumbia has just completed upgrading
Bolivian Silver Stars with glass cockpits
and new radios. These aircraft are ex-
pected to be in service until 2015, 67
years after the types first flight.

 1962 renumbering system).
First Flight:
    The first flight was made at Van Nuys
Airport, California on March 22, 1948
with Tony LeVier as the pilot. As initial
flight-testing continued and other devel-
opment aircraft joined the test program,
it became very clear the Lockheed had a
winner. As a result, Lockheed would
eventually build a total 5,606 two-seat
trainers and another 85 single seat recon-
naissance aircraft for a total cost $736
Million. a great return on Lockheed’s $1
Million dollar gamble. However, these
were not the only T-Birds built. Lockheed
granted production licenses to Canadair,
which built 656 in Canada and Kawasaki
built 210 aircraft in Japan. Most of these
licensed aircraft going to Canadian
Armed Forces or the Japanese Self De-
fense Force. Licensed production aircraft
were somewhat different then Lockheed
built aircraft. The most notable change
in the licensed built aircraft was the re-
moval of the J-33 engine of the Lockheed
design and replacing it with a

Top: 133571 taxies in for
NSIAS 99 complete with
electronic warfare pods.
Left: 133656, the last
Canadair T-33 built,
takes off from runway 33
at Halifax International.
Note: the RADOP tar-
gets.

(Author’s Photos)
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434 “Bluenose” Combat Support Squadron Disbands
Story and Photos By: Rob MacIlreith

With the recent retirement of the
Challengers and the end of T-33 opera-
tions on March 31st, 2002, the “City of
Halifax” Squadron was officially dis-
banded during the weekend of March
22nd - 24th.  Past and present members of
the squadron joined together to witness
the stand down of this historic squadron.
Events included: a reception, family day,
barbeque, and parade. The highlight of
the weekend for many was the flypast on
Saturday, March 23rd. Ken Brown, Mark
Peapell, Dave McMahon, and myself
drove down to 14 Wing Greenwood to
witness this last Maritime flypast of the
T-33 before they were flown into Cana-
dian Forces’ history.

It was a cold day, with patches of
blue sky and snow squalls by the time
the flypast began. Six aircraft were slated
to fly, however, one pilot was ill so only
5 would get airborne. As we worked our
way through the hanger and out to the
flight line with the Public Affairs Officer,
Lt. Yvonne Pritchett, we ran into Dave
Wilson, former 434 pilot, former Snow-
bird and a current member of ACAM’s
Board of Directors. Dave was in full
flight gear and one of the pilots that
would be involved in the flypast.
Quickly, we asked the PAO to make ar-
rangements for us to go out onto the ramp
and take a few pictures of Dave strap-
ping into T-33 133571. Riding along in
the back of 571 was Capt. Tom Sladek.
The aircraft crew chief was Cpl. Steve
Turbide, Cpl Turbide allowed me to
climb up the boarding ladder and take a
picture of Dave and Tom, strapped in, just
prior to starting engines. After a short
delay for one aircraft to get a little help
from a starter cart, the 5-plane formation
taxied out for take-off.

After take off, with a quick left turn
out and join up, the aircraft came back
across the field in arrow formation. On
the second pass the 5 aircraft executed a
nice line astern formation, followed by
echelon right on the third pass. Unfortu-

nately, a major snow squall moved in
across the field cancelling any other
passes including the planned battle break.
A sedate approach was flown with the air-
craft all landing safely in bare minimums.
As the pilots re-entered the hanger, after
posing for some photos outside in the
squall, comments such as: “I was not sure
if we were going to get back in for a sec-
ond” was heard from one. Another, when
asked how it was by a family member,
replied, “It was sporting coming in.” An
understatement, I am sure, as the
weather very quickly closed in to below
minimum safe approach limits just

shortly afterwards.
Regrettably, the unusual spring

weather played havoc with the flypast
ceremony. However, in the end, probably
the last flight of T-Bird’s I will ever see
was a spectacle to remember and am glad
that I did not miss (Thanks Ken for the
invite). As a child, my father worked in
Eastern Passage and I still remember get-
ting excited seeing the Silver Stars, with
VU-32, landing at Shearwater. The T-
Bird will always hold a special place in
my heart as a moment when father and
son stood at an air field fence and
dreamed together.

Top: A sweet arrow formation pass of five T-33’s Silver Stars. All that was
missing was the blue sky. Bottom Left: Five T-33’s lined up in front of the 434
Hanger, from left to right: 579, 504, 479, 083 and 560. Bottom Right: In “Goose”
Formation, the weather closed in forcing an early end to the flyby.
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History of 434
Combat Support

Squadron
From DND’s Website

434 Bomber Squadron was
formed at Tholthorpe, England, on
13 June 1943 as a unit of No 6
Bomber Group.

434 Began operations on 12 Au-
gust of that year and continued to op-
erate from Tholthorpe until 11 De-
cember 1944, moving the following
day to Croft. The Squadron operated
there for the remainder of its stay in
England. Equipped first with
Halifax V’s, the Bluenosers con-
verted to Halifax III’s in May 1944.

The Squadron was adopted by
the Rotary Club of Halifax and took
the nickname “Bluenose” in refer-
ence to the common nickname for
Nova Scotians. The schooner  “Blue-
nose” is well known for it’s fine
record.

434 Bomber Squadron switched
again this time to Canadian built
Lancaster X’s in December 1944.
During the war years they flew some
2600 combat sorties, dropped 10,575
tons of bombs and mines, and lost
68 crew.

Besides acquiring approxi-
mately 150 individual decorations,
honors and awards, the Bluenosers
received the following battle honors;

English Channel
North Sea 1943-1944

Baltic 1943-1944
Fortress Europe 1943-1944

France and Germany 1944-1945
Biscay Ports 1944
Ruhr 1943-1945

Berlin 1943-1944
German Ports 1944-1945

Normandy 1944
The Rhine.

Above: 133579 in Camo did not fly. 133504 in 2 tone grey did not fly.

Above: 133479 in grey taxies out. Above: 133083 warming up

Above: 133560 taxies out. Above: 133571 taxies out.

Above: 133604 Lt. Col. Turner Led
the formation in this aircraft.

Above: 133263 was a canvas, in the
hangar, for the kids to paint up. For
example; the left tip tank had “Bye Bye
Birdie” painted on it.
Left: 133656, the last T-Bird built by
Canadair and the 2nd Black T-33 on
strength with 434 Sqn. These are all the
Silver Stars on strength with 434 ex-
cept for 133389, which was in the
hanger being gutted for mounting on
a pole in Lunenburg.
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Following the cessation of hostilities
in Europe, the Squadron spent a short
period flying liberated POW’s from
the continent to the United Kingdom
before returning to Canada as part of
the “Tiger Force”, the Very Long
Range (Bomber) Force formed for
operations in the Pacific. The end of
the Pacific War found the Squadron
still in the early stages of formation
and was disbanded at Dartmouth,
Nova Scotia, on 5 September 1945.

434 (Fighter) Squadron was
formed as a Day Fighter unit equipped
with the Canadian built North Ameri-
can F-86 Sabre at Uplands (Ottawa),
Ontario on 1 July 1952. The Squad-
ron joined No. 3 (Fighter) Wing at
Zweibrucken, Germany in March
1953.

434 (Strike Attack) Squadron
(1963-67). The role of 434 Squadron
changed to that of all weather strike
and reconnaissance and the Canadair
built Lockheed CF-104 Starfighter
was chosen as the Sabre replacement.
434 Squadron discontinued operations
as a Sabre unit in January 1963 and
the first CF-104 pilots arrived at 3
Wing the same month. The Squadron
disbanded again three years later in
1967.

Once again 434 Squadron was re-
activated, but this time the
“Bluenosers” were to serve in Canada.
The Squadron stood-up in February
of 1968 with its new Canadair built
CF-5 Freedom Fighters.

434’s role was that of Tactical
Fighter and Operational Training, ini-
tially providing lead-in training for the
CF-104 community. This multi-pur-
pose role included Close Air Support,
Interdiction, Photo Reconnaissance,
Air Superiority and training for all of
the above. In April, 1975 the Squad-
ron was renamed 434 (Tac F) Squad-
ron and the role changed to Rapid
Reaction Squadron standing ready

to deploy to Europe in event of hos-
tilities.

In 1982 the unit moved to
Bagotville, Quebec and then to
Chatham, New Brunswick in 1985. In
1988 the unit was once more stood
down and the Squadron colours, were
subsequently placed in All Saints Ca-
thedral, Halifax, NS.

434 (Composite) Squadron was
reactivated at CFB Shearwater on 5
July 1992. It was formed by combin-
ing  VU-32 with half of 414 Squad-
ron, which was split and sent Aircraft
to both coasts. VU-32 was deactivated.

434 (Combat Support) Squadron
was moved to 14 Wing Greenwood in
August of 1995.

Top: Echelon Right pass over CFB Greenwood. Middle Left: Cpl. Steve Turbide,
crew chief of 133571, helps Dave Wilson strap in for the flypast. Middle Right:
The pilots walking in from the flight line, L-R Dave Wilson, Lt. Col. J. Turner
(434 Squadron CO and formation lead) and Capt. Tom Sladek (Dave Wilson’s
back seater for the flypast). Bottom: 560 parks with 083 behind in the snow.
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 heading we had planned a “stream” take-
off – the Skipper called rolling and three
seconds later I followed. As I released
brakes I advanced the throttle to 100%
confirming that full power was available
and we accelerated to take-off speed of
about 115 knots. Once airborne I “cleaned
up” the aircraft and joined echelon left
on lead. After a few minutes all five air-
craft were aboard so we went to an arrow
formation for the first pass. As we rolled
in on final it was evident that the pesky
snowstorm had seen us take-off and had
decided to accelerate its run in to inun-
date Greenwood!

The skipper had to modify our
briefed show by manoeuvring to the north
rather than south where the spectators
were able to see us, but, through smooth
leading and clear commands on the radio
he was able to position the formation so
that we could complete the line astern and
“goose” formation passes. Unfortunately
by now it was apparent that we would be
unable to complete the planned “battle
break” so we manoeuvred to initial for
an overhead break on runway 26. Nor-
mally we would have arrived over the
runway at 1500 feet AGL with an air-
speed of 260 knots in echelon left forma

tion and then individually turned to
downwind with three seconds spacing
between aircraft. But, lead kept me on his
wing for the break since the snow was
getting closer. As we rolled into a 60 bank
turn to the right he signalled to deploy
the speed brakes allowing the resulting
nose pitch up to tighten the turn. As we
rolled wings level on downwind the Skip-
per signalled for landing gear and flaps
then he turned final and I took three sec-
onds spacing behind him. Final turn was
flown at 140 knots till wings level reduc-
ing to 105 knots over the threshold with
a last check to “shake test” the gear handle
and confirm three wheels on the indica-
tor.

Of course, by this time the snow
squall had chased all the spectators into
14 hangar and they could no longer see
us so naturally the crowd figured that we
would end up in Halifax or somewhere
else. However, we were able to get the
last aircraft on the ground before the run-
way was obscured so they were surprised
as we emerged from the gloom a few
minutes later!

With the exception of a gap between
1974 and 1987 I have been flying the T-
Bird steadily since my wings training in
1965. It is a wonderful aircraft and still
as demanding to fly as it was then. It has
taken me across this country many times,
including trips to Alaska and the Arctic,
all through the United States, to the Car-
ibbean, Bermuda and around southern
Germany.  As an instructor I have seen it
spun, tumbled and backed up. We have
flown it to simulate heavy bombers,
fighter-bombers and missile attacks on
ships. The aircraft was always up to the
job and more, indeed it stills flies just as
well as it did in ’65 when we all thought
it was so old. All in all I think having to
fly them to storage will be more poignant
than the last fly-past.
Dave Wilson left and top. Tom Sladek
rode in the backseat of 133571.

As I was walking out to T-33
#133571 in order to fly as part of 434
Squadron’s final fly-past I was shocked
to see several stalwart members of
ACAM at the doorway. Did this mean
that I was so old that they had come to
take me away in a T-Bird to be put on
exhibit somewhere? I soon learned that I
had nothing to fear, or very little anyway
as I was asked to write something on my
thoughts on flying in our “last” fly-past.

Actually, I cannot take credit for any
profound or wise thoughts as I strapped
into the aircraft. Rather, I was thinking
more of the manoeuvres to be flown and
watching a snowstorm lurking in the dis-
tance. As we taxied out all was routine
and everyone completed their pre-take-
off checks with no snags. As # 5 called
“ready with fuel” we lined up and the
Skipper called running up. I ran the en-
gine up to 65% selected the Take-off and
Emergency fuel switch on and the RPM
increased to 76% indicating that the fuel
system was working well so I completed
accelerating to 85%. I nodded to lead in-
dicating ready and about then #5 called
ready too.

As the surface wind was quite strong
and from 45 degrees or so off runway

434 Squadron Flypast: From The Cockpit
By: David Wilson
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isolate the three and lift them, by hoist,
to safety. Sgt Trevor went into the water
8 times to rescue 8 men from two rafts.

The three Sgts. all volunteered to go
on the rescue mission despite the fact that
they were not SAR trained, being Elec-
tronic Sensor Operators. The 2 Sea King
crews, which were participating in a na-
val training exercise, came from HMCS
Iroquois and HMCS Halifax.

Sea King Elec-
tronic Sensor Op-
erator, Sgt. Fred
Williams is one of
three crew mem-
bers from 12
Wing Shearwater
that will be
awarded the Star
of Courage

Nova Scotia International Air Show a Go
Two days after our last newsletter

went to print; the organizers of the Nova
Scotia International Air Show confirmed
that the 2002 show will go ahead as
scheduled. Some changes in security, in
the wake of 9-11 are expected, such as
backpacks not being allowed on site. Last
year the show drew 80,000 spectators,
making it one of the largest weekend at-
tractions in Nova Scotia last year.

This year the show will include a
demonstration by the U.S. Navy F-14
Tomcat, USAF A-10 demo team, a CF-
18 Hornet demo will represent the Air
Force, as will, the Snowbirds. However,
the large draw this year will be the 9-plane
demo of the RAF Red Arrows team fly-
ing the BAe Hawk.  The Red Arrows list
the team at Shearwater for Saturday only,
although this was not confirmed at the

time of publication. The Red Arrows
have not performed at the Shearwater
venue before and should be an exciting
attraction. Kudos for the show organiz-
ers in attracting the team! These are the
only confirmed acts announced so far.
Additionally, the 16-34 runway remains
an issue. A total of 360 hectares of land
have been transferred to Canada Lands
Corporation, including a taxiway and the
16-34 runway. Developers are eyeing the
land and Woodside Councillor Bruce
Hetherington is said to be in favour of
having the land developed into a 4 lane
Portland Street By-pass that would join
up with Highway 111. Roger Sorsdahl,
one of the Air Show organizers confirms
that NSIAS will go on for at least 2 more
years, however, after that date things are
not certain.

The 9-Plane Red Arrows Team is a
catch for the NSIAS Organizers.

The Red Arrows have been flying the
BAe Hawk since the winter of 1979 /
1980. Prior to the Hawk, the team flew
the Folland Gnat. The Red Arrows
have performed in 50 Countries since
they were first formed in 1965. This
year will be the first time the team has
performed in Nova Scotia.

News Shorts: Compiled From Various Sources

Three Sea King
Crew Members to
be Awarded the
Star of Courage
Governor General Adrienne

Clarkson will present the Star of Cour-
age to Sergeant Philip Trevor, Sergeant
Fred Williams and Sergeant Tony Tho-
mas, all of 12 Wing Shearwater, in a fu-
ture ceremony at Rideau Hall, the Gov-
ernor General’s Residence. The 3 Ser-
geants will be awarded the medals for
their participation in the rescue of the 12
survivors of the sinking of the Leader L,
a bulk carrier that went down off the coast
of Nova Scotia on March 23rd, 2000. All
3 went into debris-infested water that was
covered in oil as well. Sgt. Thomas sus-
tained a back injury in the 6-meter swells.
Sgt. Williams spent over an hour in the
water and was forced under by three of
the survivors that he found clinging to
debris. Eventually Williams was able to

Hungary Joins NFTC
Hungary is the latest country to sign

on to the NATO Flying Training in
Canada program with training beginning
in 2003. Hungary will send 7 pilots per
year through the program for the next 17
years. Additionally,  Hungary will pro-
vide 7 instructors throughout the 3 phases
of the program. Canada, Denmark, Great
Britain, Singapore and Italy are already
involved in the program. Training is be-
ing conducted on the Harvard II turbo-
prop and Hawk jets. Two more of each
type of aircraft will be ordered bringing
the Harvards to 24 and Hawks to 20 in or

 -der to have enough aircraft. Currently
in it’s third year, NFTC is becoming a
recognized, flexible pilot training orga-
nization.

NFTC Hawk 115 based at CFB
Moose Jaw and CFB Cold Lake.

(DND Website Photo)
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Eurocopter Cougar Withdraws from
Maritime Helicopter Project Competition

time and money and withdrawn from the
Maritime Helicopter Project to replace
the Sea King. Considered by many to be
the front-runner due to cost, the Cougar
was not the Military’s first choice.
Eurocopter’s Executive Vice-President
Olivier Lambert said that the Military
gradually changed the requirements in the
past 2 years to exclude the Cougar.  Team
Cormorant, Sikorsky and NH-90 are still
in the running. A final decision is sup-
pose to be made by 2005. The Liberal
government has managed to put the com-
petition off for 12 years since the cancel

lation of the EH-101 in 1993. One has to
wonder how much longer the government
can put off choosing a Sea King replace-
ment. In certain circles it has become a
very poor joke that the competition has
dragged on this long, while jets for poli-
ticians seem to be bought in record time.

The first Sea Kings were built under
liscence in Canada by Pratt & Whitney
Canada and delivered to the RCN from
1964 until 1969, making the youngest one
in the fleet 33 years old. While the Sea
Kings have provided sterling service de-
spite their age a replacement is needed.

The youngest of Canada’s Sea King
Helicopters is now 33 years old. How
long will the Government wait before
announcing a replacement?

(R. MacIlreith, photo)

New Challengers for the Politicians

Challenger 604, similar to the two or-
dered by the Government.

(Bombardier website photo)

In a move that outrages many and
surprises others the Liberal government
spent $101 million to acquire 2 new Chal-
lengers 604’s from Bombardier for fly-

ing the Prime Minister, Governor Gen-
eral and politicians around the country.
The funding for the jets came from the
Defence Department’s budget. The gov-
ernment justifies the purchase with the
argument that the new jets have a longer
range and are more fuel-efficient then the
older Challengers that are in service. The
media quoted  Lt.-Col. Dave Mulcair, the
CO of 412 Squadron, as saying that,
“there is nothing wrong with the 4 Chal-
lengers that the Squadron now uses.”
Only 2 of the older Challengers will be
replaced.

The new jets will be able to operate

from more airports in Canada due to a
shorter takeoff run and will be able to
make the flight to Europe from Ottawa
non-stop. It should be noted that the ex-
isting Challengers are only 19 years old
but according to the Minister of Public
Works, Don Boudria are “getting up there
in age.” One must wonder how our Sea
King Crews feel about their “ancient”
mounts then? Lastly, the Liberal govern-
ment has yet to sell the Airbus 310 that
former Prime Minister Brian Mulroney
ordered and had outfitted as a “flying Taj
Mahal” according to the then opposition
Liberals.

CanJet Plans to Get Airborne … Again
On April 16th IMP CEO, Ken Rowe,

announced that CanJet would again take
to the skies of Atlantic and Central
Canada, offering discount airline service
to the travelling public. CanJet was
bought by Canada 3000 in April of last
year, after losing as much as $100,000 a
day in sales when Air Canada lowered
their fairs in an effort to put CanJet out
of business. The Federal Government has
promised to toughen competition regu-
lations to make sure that airlines are not
“predatory pricing” in a bid to stabilize

the airline industry in the wake of Sep-
tember 11th and the failure of Canada
3000.  Since September 11th the bone
yards are full of used aircraft, as fleets
have been downsized. CanJet should not
have a problem acquiring new aircraft
and IMP still owns that hanger that was
originally built for CanJet two years ago
at Halifax International. There are still a
large number of former Canada 3000 and
CanJet employees looking for work af-
ter Canada 3000 closed down operations
in November of last year.

CanJet Boeing 737 departing Halifax
International shortly before being sold
to Canada 3000.

(R. MacIlreith, photo)

In a somewhat surprise move
Eurocopter has decided that the Liberal
government has wasted enough of their
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Tragedy in Kandahar

Canada suffered its first casualties
of Operation APOLLO on April 17th,
2002. Ten soldiers from the Princess
Patricia’s Canadian Light Infantry (3
PPCLI) Battle Group were involved in
the accident during a live fire training
exercise outside of Kandahar. The de-
ceased soldiers are: Sgt. Marc D. Léger,
29, Cpl. Ainsworth Dyer, 25, Pte. Rich-
ard A. Green, 22, and Pte. Nathan Smith,
27. The injured soldiers are: Sgt. Lorne
E. Ford, 33, MCpl. Stanley P. Clark, 35,
MCpl. Curtis R. Hollister, 29, Cpl. Shane
R. Brennan, 28, Cpl. Brian M. Decaire,
25, Cpl. Rene Paquette, 33, Cpl. Brett R.
Perry, 26, and Pte. Norman D. Link, 24.

At the time of writing it appears that
an American F-16 Reservist from the
New York Air National Guard felt that

he was being fired upon when he saw the
muzzle flashes of the training exercise
going on below him. The 2 F-16 pilots
were not aware that they were flying over
a restricted training area. Apparently the
pilot asked permission to fire and was de-
nied. He was told to mark the target with
a laser. On the second orbit of the target
area he dropped a 500-pound bomb in
what he thought was self-defense. In yet
another U.S. case of friendly fire this is
Canada’s first combat deaths since the
Korean War.

The American military is to be com-
mended for it’s quick action in providing
medical treatment for the wounded,
which were medivaced to Germany,
where Governor General, Adrienne
Clarkson, met them.

Governor General, Adrienne
Clarkson visits with one of Canada’s
wounded soldiers at the American
Base in Ramstein, Germany.

(Photo by MCpl Brian Walsh,
DND Combat Camera)

A USAF Air National Guard F-16 simi-
lar to the one involved in the tragic
friendly fire incident outside of
Kandahar on the night of April 17th.

(R.MacIlreith, Photo)

A Canadian Forces Bearer Party car-
ries the remains of Sergeant Marc
Leger,  at 8 Wing Trenton following
their arrival from Germany.

(Sgt Dennis Mah, DND  Website)

A military Honour Guard salutes as
the remains are removed from a Ca-
nadian Forces Airbus upon its arrival
at CFB Trenton.

(Sgt Dennis Mah, DND  Website)

Sgt. Marc D. Leger
Age 29

Lancaster, Ontario.

Pte. Nathan Smith
Age 27

 Hubbards, N.S.

Pte. Richard Green
Age 21

Mill Cove, NS.

Cpl. Ainsworth Dyer
Age 25

 Montreal, Quebec
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They

They fought for us,
They died for us,

They even lost their friends,
They fought a battle where

blood was shed,
And hoped it wouldn’t happen again.

They did it for our country,
A battle which they won,

But every time they shudder
When they hear a gun.

Every day in battle
They would always try,

So every time they see our flag
They glitter up with pride.

They try to tell us what happened,
They try with all their strength,
When they talk about the time
When they were in the rank.

Who are these people who seemed to
climb up hills

With 200 pound boulders,
These people you see are no other

Then the brave Canadian Soldiers.

Amanda Debison
Leslie Thomas Junior High School

Nov 9/99

Editors Note: Amanda Debison is a
student at Leslie Thomas Junior High
School. The poem was written for the
School’s Rememberance Day Service
in 1999.

Welcome Home
Welcome Home to HMCS Iroquois

and HMCS Preserver from Operation
APOLLO. The Tribal class destroyer and
supply vessel returned on April 27th.
Canada now has three vessels on station
in the Middle East: HMCS Toronto,
HMCS Ottawa, and HMCS Algonquin.
HMCS St. John’s departed Halifax on
May 1st and the 10th Canadian ship to join
the war on terrorism will be HMCS
Protecteur when she leaves the West
Coast in the near future. In May, HMCS
Charlottetown will be visiting New York
for Fleet Week as a thank you for Canada’s
participation in the war against terrorism.

Military Police Corporal Joe Bradshaw of 8 Wing Trenton, Ontario, guards a
CC-130 Hercules tactical lift aircraft on the tarmac at Kandahar International
Airport. (Photo by Sgt David Snashall, DND Combat Camera)

Thanks to crew members of HMCS
Charlottetown for visiting the Students
at Leslie Thomas Junior High School.
The 3 crewmembers spent an hour talk-
ing about their experiances overseas on
Operation APOLLO. Included in their
presentation was a Power Point slide

show of photos.  In addition, 2 members
of the Army’s 33rd Reserve Battalion also
participated in the visit. The 2 Army
members have both had peacekeeping
tours in Bosnia and Central America.  The
discussion centered on experiances and
education for possible careers.

Crew’s Make Classroom Visits

Above: Sea King 416 partakes in a
VertRep from HMCS Preserver. An
American supply vessel is seen in the
background.

(Photo Courtsey of HMCS
Charlottetown)
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Hart’s War
By: Rob MacIlreith

Set in
1944 during
the Battle of
the Bulge,
Hart’s War
is an inter-
esting war /
legal drama.
A well-writ-
ten story
line, al-
though the
hero ending
was a little too predictable. None the less
Hart’s War kept me very enthralled and
on the edge of my seat during a good
portion of the movie. Unfortunately, it did
not last long at the box office and should
be available on video shortly after this
issue of the newsletter is published. Hart’s
War was not what I expected in a lot of
ways. I did not anticipate the legal drama
or the racial tension that crops up during
the movie. Some minor flying scenes with
P-51’s give a flavour of aviation. How-
ever, the little bit of combat that is shown
is set on the ground. Hart’s War rates a 3
star movie... but is well worth the cost of
rental. ***/5

ID Quiz
Congratulations to Alan MacDonald for identifying March’s aircraft as a
McDonnell 119/220, built in response to the same market as the Lockheed

Jetstar. Thanks to Danny Price for sub-
mitting the March Quiz. (Left)

Above: May’s quiz. Remember to get
credit you must identify both the air-
craft and the manufacturer.

Submit your answers to:
acam@ednet.ns.ca

Air Shows in Jeopardy as Insurance Jumps
In an interesting story on April 27th

by Tom Blackwell, of the National Post.
It was reported that the insurance indus-
try has significantly raised the premiums
of air show insurance by 10 times, to a
reported cost of around $110,000 for a 2
day event. Blackwell’s story reports that
many Air Show operators are very con-
cerned that this late announcement of
drastic fee hikes could mean that many
of Canada’s Air Shows might not be in
business this year. Cancellation of Air
Shows in Canada will leave many a dis-
appointed Air Show fans but could be
disastrous for local economies.“

With the air show season starting in

 a few weeks, there’s no way they can
drum up the money in time, said organiz-
ers, who are asking the federal govern-
ment to step in and provide free cover-
age.
“If a practical solution isn’t arrived at
by the middle of next week, there won’t
be any more air shows in Canada, pe-
riod,” said John Issenman, chairman of
the Ottawa International Air Show. The
production must come up with its pre-
mium by Wednesday.” [May 1st]
Only time will tell how much of a prob-
lem this will create for the Show Orga-
nizers. Certainly it could be disastrous for
many of the smaller shows in Canada.

Briefs:
- Delta Airlines has begun it’s daily ser-
vice to Halifax International as reported
last issue.
- HIAA lays off 15 employees to help
with debit control in the wake of the clo-
sure of CanJet and Canada 3000 service,
as well as, the down turn in the airline
industry since 9/11. Most of these em-
ployees will not have contracts renewed.
- Air Canada’s discount service, TANGO,
is doing much better then Air Canada
anticipated.
- West Jet announces plans to further its
expansion East. More flights being added
to Moncton. No mention was made of
expanding service to Halifax.
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Building and
Grounds:

By the time this
edition goes to print,
the water should be
on and one of our
students will have
started. Opening day
is set tentatively for
May 11th. We have a
long list of things
that need to be done
around the building
and grounds to get
ready for opening
and for our audit this
summer. Don’t be
shy, we can use all
the help we can get!
It is very important
that we accomplish
this list before the
audit to maintain our
standing with the
Nova Scotia Museum.

Above Left and Right: Grounds im-
provements continue in preperation
for the Audit and the Season. The new
storage compound has really helped to
clean-up the look of the grounds.

Left: The Gift Shop is being almost
ready for opening day. As one can see
Manager Dave McMahon has it well
stocked.

Far Left: Bill Leeming has been work-
ing on a book of airfields and added
key numbers to the Airfields of the
Maritimes Map Display, that was built
by students from Leslie Thomas Jun-
ior High last year.

Left: The hole in the ceiling from last
years roof leak has to be repaired. The
roof continues to be a major concern.
The facility made it through this win-
ter with only minor leaks.  The Mu-
seum continues to seek ways to solve
this problem once and for all before
another major leak occurs.

Far Left: Gene Hamilton is making
good progress on restoring the Pratt &
Whitney Twin Wasp engine.  The en-
gine is expected to be on display this
year.

Left: The Museum reopens on May
11th.  At that time the banner will be
put back on the fence similar to this
photo taken last year by Ken Brown.
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Avenger:
Since all work on the airframe res-

toration is carried out on the ramp at For-
est Protection Limited we are restricted
in what can be achieved during the win-
ter. As a result this winters progress was
limited to items that could be worked on
in personal workshops and in making ar-
rangements to acquire missing compo-
nents and parts.

 To replicate our pattern aircraft,
Tanker 24 we have undertaken to com-
plete the rear canopy in the post war mili-
tary configuration as for that particular
aircraft.  Restoration of the rear canopy
section was completed and a start made
on fabricating the canopy sections that
covered the former turret location.  This
section includes two “escape hatches”
which are being acquired in an exchange
arrangement with another organization
but, in the meantime, two replacement
panels have been acquired on loan to al-
low construction of the canopy to begin.

 Most of the cockpit instrumentation
and control panels have been fabricated
or restored with instruments and controls
mounted ready for installation in the air-
craft.  The pilot’s seat, along with the seat
belts, has been restored and made ready
for installation.

   Covering of the flying controls is
well advanced and the crew is now await-
ing a supply of fabric and dope to allow
completion.  We expect to acquire these
needed items very shortly.

 An item that has been missing all
along was the control stick.  A fully ac-
curate reproduction has recently been
completed.  As well, the three fuel
“liquidometers” have been acquired and
restored to complete cockpit located
equipment.

 All but a few of our missing parts
and components have now been acquired
or located including Tracker brakes sup-
plied by the Museum.  The FPL Air
Tanker Avengers used the Tracker wheel
and modified brake assemblies. The
wheels on our restoration were supplied
earlier, by the Museum.  This will allow
a totally accurate reproduction of the Air

Tanker version.
 Much work has also been spent in

developing an inventory of the large sup-
ply of parts and components acquired
since the project was begun.  The crew
has also identified all needed parts and
have set up sales or exchanges of surplus
components to fund needed material pur-
chases.  We are hoping that several of
these arrangements will shortly be final-
ized.

Top Left: Fuel Liquidometers, electrical control box and in fron the control
stick fabricated by Clem Crocker. Top Right: Cockpit instrument panels.
Bottom Left: The right wing tip under restoration.   Bottom Right: more cock-
pit panels under restoration. Electrical control box in the middle.

(Frank MacLoon, photos)

 The transportation of the damaged
right wing from its storage location to the
FPL ramp is being arranged.  We plan to
begin reconstruction hopefully before the
end of April if the weather cooperates.
 The project continues to receive the full
cooperation and support of Forest Pro-
tection Limited for which we are ex-
tremely grateful.  Certainly without their
continued assistance the project would
not be successful.

 Do you know a Business that Might be
Interested in Advertising in

ACAM’s Newsletter?
Contact the Editor for Information. Prices begin as low as

$10.00 for a business card size spot.
Web Links are also available.

acam@ednet.ns.ca

Advertising is needed to cover the cost of our larger Newsletter
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Sabre:
The cockpit is essentially completed,

with only a few details to iron-out. The
left wing has been buffed and looks pretty
good. By mid May, the sanded parts will
be sent out to be painted, Wolfe Colli-
sion has agreed to help us out. The link
for the nose gear forward doors has been
fabricated and is installed. A set of stairs
has to be cleaned up and modified for
people to look in the cockpit for the Sa-
bre dedication.

Bell 47 J-2:
Since last fall the Bell 47 is looking

more complete. Most of the cabin equip-
ment either in place or ready to be in-
stalled, still to be installed are the over
150 screws that hold the bubble on. All
of these screws need to be painted first
and will be painted when the cabin doors
and fuel tanks are ready. These parts rep-
resent the next stage of the restoration.
The engine is ready to be installed. The
tail boom section is coming along well,
with the drive shaft installed recently, al-
though some small spacers for the tail
rotor shaft need to be machined. The hori-
zontal stabilizers are now installed and
the ventral fin is in place but some brack-
ets to be painted before it is complete.

With the warmer weather almost
here the pace is starting to pick up, which
should allow for completion of the resto-
ration this year.

Crew Chief Dave Powell would
like to thank the following people and
companies for their help with this project
Dave James, Detroit for the never-end-
ing support both in terms of parts and in-
formation.   Aero Tech Engines Halifax
for allowing the use of their large glass
bead  booth.

Middle Center and Bottom: The Heli-
copter is making good progress and
should be completed this year.

Above and Above Right: The Sabre
restoration is progressing towards
completion for the July 2nd deadline.

Harvard:
On April 27th the wing leading

edges were painted. This job required sig-
nificant preparation work in the hanger
covering aircraft, etc. to prevent
overspray damage. Many thanks to all
who helped with this important task. The
wings look great. Thanks to Danny
McLaughlin for arranging for the paint-
ing.

Above: The Harvard has had the lead-
ing edges of the wings painted and is
needs markings to finish the project.

PBY5A “Canso”:
Don and Al are progressing well with the tailcone. It should be ready for installation
on the aircraft very soon.

Above: Skinning the tail cone is begin-
ning, as shown in this photo.

Above: The tail cone looking inside.
This piece represents hours of restora-
tion time.
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Open Cockpit Day

The Museum will be holding the 2nd
Annual Open Cockpit Day on the
weekend of June 8th and 9th. Help will
be required from the membership in
order to have enough people to be at
each aircraft to show the public
around and make sure that safety is
being observed at all times. Mark the
8th and 9th of June on your calendars
now! Contact Mark Peapell the
Open Cockpit Day Coordinator if
you can volunteer a few hours of time
to help out.

Guest Speakers Need!
Do you know someone that
would make a good guest
speaker. Then drop our

President a line.

acam@ednet.ns.ca

President’s Message
From the Desk of Mark Peapell

It is hard to believe that we are about
to open for another season. The next few
months will be very busy. We have a num-
ber of exciting events planned over first
eight weeks this season. These events do
not happen without a tremendous amount
of work. In order for these upcoming
events to be successful we will require
further help from our volunteers, not only
our regular volunteers, but from the gen-
eral membership as well. Please, if you
can afford a few hours of support, it is
needed.

1. The Second Annual Open
Cockpit weekend is planned for
June 8th and 9th. The Open
Cockpit Weekend is planned in
conjunction with the NS
Museum’s Museum Day Week-
end and will provide our orga-
nization with a summer kick off
event. Last season this event
provided the Museum with
some free publicity.

2. Our biggest event of the sum-
mer will be the Sabre dedication
party on July 2. This event is
held in conjunction with the

Sabre Pilot’s Reunion, here in
Halifax.  This function will be
one of the biggest events that we
have had at the Museum. We
will need to move aircraft out
and rearrange exhibits prior to
the date; again we will need
volunteers to help with this ma-
jor undertaking. Already a team
is working overtime to restore
our Sabre to ensure that it is
ready by July.

As well, this year is our tri-annual
audit will be conducted by the NS Mu-
seum. This audit is more significant now
then ever, as it will now determine fund-
ing levels provided by NSM. The higher
the mark we receive, will determine if our
funding will remain at its current level.
As well, this year is our tri-annual audit
will be conducted by the NS Museum.
This audit is more significant now then
ever, as it will now determine funding
levels provided by NSM. The higher the
mark we receive, will determine if our
funding will remain at its current level.
If our grade drops, so conversely will our
funding. This makes the audit more criti-
cal than in previous years. Already the
Executive has started to review the audit
process and ensure our compliance in
order to maintain our score.

The Museum has hired our two sum-
mer students for the year. They will re-
port directly to Dave MacMahon, Ken
Brown and myself. They will also have a
busy year as we have a number of major
projects to finish before the audit.

I have saved the breaking news for
last; the Museum will hopefully by July
have on display a truly classic Canadian
aircraft, a de Havilland Beaver. As the
Museum finalizes the details they will be
announced. Stay tuned for further details.

I look forward to seeing our mem-
bers out in full force for the events over
the course of the summer.

Mark

Letters To the
Editor

Looks What’s on Our Website

In reference to last months newslet-
ter I do not believe that we should be pub-
lishing our financial information for other
organizations to access and use against
us in grant proposals or while going after
any other types of funding. I cannot be-
lieve that someone was so dumb to pub-
lish this information.

Gene Hamilton

[Editor’s Response: You have a very
valid point Gene. However, we have pub-
lished that information every year, as di-
rected by the Executive. Perhaps this is
something that next year’s Executive
should look at. As editor of the newslet-
ter it was ultimately me that published
the data, as directed. Thanks for the com-
ments and pointing out your concerns.

Rob]

Editor’s Notes
From the desk of Rob MacIlreith

A large thank you to Bruce Paul,
Steve Parkin, Ken Brown, Dave Wilson,
Dave Powell, Barry Rodenhiser and
Danny Price for providing stories, story
ideas, Museum Notes Updates and in
Ken’s case an invite to the 434 Close Out.
The help this month was greatly needed.

Do you have suggestions, questions or
comments? Contact the editor at:

 acam@ednet.ns.ca


