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Cover Photo: HMCS Labrador, fondly
nicknamed ‘Queen of the Ice,’ the RCN’s first
Arctic patrol vessel, is Commissioned. The
twenty million dollar ship was a floating
scientific laboratory designed to incorporate the
latest ice breaking technology. The following
November she would enter Halifax Harbour, via
the Panama Canal, becoming the first ship to
circumnavigate the North American continent.
Her accomplishments would go on to include
being first to circumnavigate Somerset Island, to
chart a safe Northwest Passage for deep draught
ships through Bell to Straight, between Boothia
Peninsula and Somerset Island and completed
Canada’s first, full scale survey of ice conditions
in the Gulf of St. Lawrence.  Credit: DND
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From the Curator’s Desk

As 1 write to you, the wheels of
change are turning. and churning in
our case. Major construction is being
done right outside our door, with the
complete upgrade of pipes and other
underground services on
Bonaventure Street. The wooden-
staved pipes are so old the
contractors want to give them to the
museum!  The construction has
blocked our parking lot. but group
visits and events are thus far keeping
our numbers up, especially
graduation parades and upcoming
anniversary celebrations over the
summer.

We're very proud of our
maintenance crews; the HUP team
has the project just about complete,
and with some good luck and speedy
production, we’ll have windows in
our Piasecki later this summer. AsI
reported in the last issue, the paint is
finished, decals applied and interior
cleaned and repainted: all we're
waiting for are those beautiful
windows. Many thanks to Mr. John
Goebel of Connecticut for his leg
work in making this phase of our
restoration a success.

The Firefly Team has added an
evening crew to look after bringing
the engine to life; we continue to
work toward the goal of engine run-
ups this fall and this new evening
team under the supervision of John
Webber and Tony Humber are
making great strides. We can’t wait
to hear the V-12 make some noise!

The T-Bird Team has replaced the
vertical stabilizer as well as
preparing the aircraft for a new paint
job. After much time and effort (and
a bit of heartache and controversy),
we have finally been able to match
the proper orange paint! It's only
taken more than a year...

The “Into the Delta™ list regretfully
includes friends and long-time
members of SAMF and supporters of
SAM, but also recently includes
members of our own SAM team.
Specifically, Bill Farrell, Bill
Cowan, Jim Adam and most
recently Ed Hill, have joined this
roster. We are all saddened by the
loss of these modest, talented
volunteers, whose dedication to this
museum was unwavering. These
gentlemen ensured SAM’s
development each in their own way,
Bill Farrell with his constant drive to
save Shearwater’s runways and to
advocate for the flight of the Firefly,
Bill Cowan and Ed by interacting
with the public as guides, sharing
Shearwater’s rich heritage, or in the
case of Jim, giving of his spare time
to improve the quality of the
Avenger and T-Bird exhibits. They
are all terribly missed. The SAM
team is grateful to have had the
benefit of their experience and
dedication, as through their
commitment, they improved the
quality of this facility in many, many

ways. We’ll continue to improve
this museum  to honour their
memories. Christine Hines,
Curator
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From the President.

The lazy, hazy days of summer have
arrived - so, lets enjoy them!

I want to thank everyone involved in
our recent annual Dinner/Auction

held 1 June. I was a huge success
with a variety of prizestobid on. A
large turnout of people and the meal
was super! Thanks to the competent
staff for planning and coordinating
this event.

On behalf of myself and the Board
of Directors for SAMF, I extend
condolences to the family of J.B.
Adam. He was a director, a loyal
dedicated volunteer of SAMF and
was instrumental in preserving the
history of Naval Air. Condolences
is also extended to the family of Ed
Hill who was a dedicated guide for
the Museum.

I hope lots of CNAG members will
be at the Swordfish Chapters
Reunion in Vancouver on
Thanksgiving weekend. We need to
keep the spirit up!

Keep those stories and pictures
rolling in; they are a real link with
the past. Your memberships keep
everyone in touch and fill a need in
our finances.

The next fund raiser will be the
Annual Golf Tournament. It will co-
inside with the N.S. International Air
Show, to be held 3 September at
Hartlen Point Golf Course. For more
info, contact Chuck Coffen through
the SAMF office.

Enjoy a safe and relaxing vacation
and come visit the Museum if you
are in the area.

Eugene (Buck) Rogers

Editor’s Note:

Congratulations
Shearwater - this is the
30™ Anniversary of your
Aviation Museum.



HMCS LABRADOR Opens Canada’s Arctic

By Ernest Cable, Shearwater Aviation Museum Historian

Canada’s Arctic Archipelago is the largest group of islands in the
world. Yet, its geography is unfamiliar to most Canadians and
despite its strategic importance it remains an enigma to the rest
of the world. The area stretches across 70 degrees of longitude
from Cape Chidley, Labrador’s most northern point, to the Yukon-
Alaska border; a great circle distance of just over 2,000 miles.
The southern coastal island group of: Baffin, Somerset, Prince of
Wales, King William, Victoria, Banks and some smaller islands,
is divided from the northern Queen Elizabeth Islands by Lancaster
Sound, Barrow Strait, Viscount Melville Sound and McClure
Strait. These waterways form the main axis of the long sought
after Northwest Passage which is the principal east-west route
through the Arctic Archipelago.

Beginning in the sixteenth century explorers took nearly four
centuries to find the Northwest Passage in their search of a shorter
trade route from Europe to China and India. However, after the
existence of the Northwest Passage was confirmed early in the
twentieth century Canada showed little interest in the northern
waterway traversing its Arctic frontier. It wasn’t until well after
the Second World War that the Royal Canadian Navy (RCN)
showed any interest in the Arctic when it finally sent its first
icebreaker, HMCS Labrador, on four epic voyages into the
Northwest Passage.

The lusty British privateer, Martin Frobisher, was the earliest
explorer to search for a north-west route to Cathy, as it was then
known. Between 1560 and1578 Frobisher convinced English
merchants and British royalty to finance three voyages but he
never got farther than the bay that bears his name on the
southern tip of Baffin Island. In 1819. Sir William Parry’s
expedition marked the first European ships to enter the Arctic
Archipelago through Lancaster Sound and reach 113 degrees West
longitude near Melville Island. Parry’s incredible voyage was
recognized by naming the Lancaster Sound, Barrow Strait and
Melville Sound section of the Northwest Passage the “Parry
Channel”; italso qualified him for the £5.000 prize offered by the
Board of Longitude as the first vessel to cross the 110" meridian
at northern latitudes. Parry’s ships, Hecla and Griper became
trapped in the winter ice and were the first Royal Navy ships to
winter in the Canadian Arctic. Perhaps the most notable arctic
expedition was that of Sir John Franklin whose ships Erebus and
Terrorbecame frozen in the ice in 1848 near King William Island
where all 129 members of the expedition died. British mariners
searched for Franklin for the next 15 years without success, but
in doing so a much larger area of the Arctic was explored and
mapped. By the right of discovery the Arctic islands became
British possessions. In 1850, Captain Robert McClure approached
the Arctic Archipelago from the west after passing through the
Bering Strait and the Beaufort Sea. He immediately discovered
Prince of Wales Strait between Banks Island and Victoria Island,
but his ship became trapped in the winter ice. Undaunted, he
continued to explore eastward by sledge and linked up with the
position reached by Parry on his west bound voyage. This was the

last piece of the puzzle that confirmed the existence of the long
sought after Northwest Passage. McClure and his crew were
awarded the £10,000 prize for finding the Passage.

In 1880, the British saw no commercial value in the Arctic and
turned over all her North American possessions including the
Arctic islands, but not Newfoundland, to the young Dominion
of Canada (Confederation 1867). However, it wasn’t until 1905
that Roald Amundsen and his Norwegian crew of seven became
the first to navigate the entire length of the Northwest Passage.
Amundsen set off in 1903 in the 47-ton herring fisher, Gjoa, to
locate the North Magnetic Pole and to navigate the southern
coastal route of the Northwest Passage. He entered Lancaster
Sound then turned south through Peel Sound and spent two
winters in Gjoa Haven on King William Island (near the
Magnetic North Pole); he spent a third winter in the western
Arctic before exiting the coastal route along the Canadian
mainland to the east of present day Inuvik.

By 1900 American whalers were becoming more and more
active in the Arctic and there was concern in Canada that the U.S.
might try to take over the islands. As in previous events in
Canadian history fear of American action triggered an interest
in sovereignty over the Arctic islands. The Minister of Marine
and  Fisheries, L.P. Brodeur who played a key role in
establishing the Canadian navy., was the driving force in
upholding northern sovereignty: ensuring a Canadian presence
was maintained with regular expeditions and patrols. Between
1904 and 1911 the Canadian Coast Guard Ship (CGS) Arctic,
commanded by Captain Bernier, made several voyages and
brought back a wealth of information including valuable
surveying in the arctic islands. In 1908, CGS Arctic lay in
McClure Sound beyond Parry’s farthest point in 1819 and
ice-free water stretched as far ahead as Bernier could see. Had
he followed the open water, Bernier might have been the first
to navigate the Northwest Passage in a single season. But he
had no instructions to proceed through the Northwest Passage
and he turned back to Winter Harbour to lay up for the season.
Bernier was a prodigious surveyor and built up a wealth of
Arctic navigation. On Dominion Day (1 July) 1909, he planted
a plaque on Melville Island asserting Canadian sovereignty
over “the whole of the Arctic Archipelago lying north of
America from longitude 60 West to longitude 141 West”
(Yukon-Alaska border).

Captain Bernier made one more voyage after the First World
War and other mariners continued the yearly patrols until 1940.
The RCMP patrolled the islands and channels each year with
small vessels and sled-dogs. During the Second World War
Canada agreed to the American building of the Northwest
Staging Route, a series of 13 airfields, between Edmonton,
Alberta and Snag, Yukon to ferry lend-lease aircraft from the
U.S. to Russia through Alaska. As a counter to the increased
American presence in the north the RCMP vessel St. Roch
embarked on a historic sovereignty voyage through the
Northwest Passage that took two years. It left Vancouver in June
1940, and after spending two winters frozen in the ice, finally
docked at Halifax on 11 October 1942. It was the second ship to
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navigate the Passage, and the first to go from west to east. In 1944,
St. Roch returned to Vancouver by way of the more northerly
Parry Channel route of the Northwest Passage cutting the transit
time down to just 86 days. Today, the St. Roch is a Canadian
national heritage site at the Vancouver Maritime Museum.

After the Second World War Canada, as a consequence of
geography, became a buffer between the two Cold War
antagonists; Canada and the United States faced the Soviet Union
across the Arctic Ocean. Suddenly, the Arctic gained
unprecedented strategic importance in the world. However, the
RCN was slow to recognize the new significance of the Arctic:
Vice Admiral Jones, Chief of Naval Staff, declined to participate
in starting the Canada/U.S. Joint Experimental Station for cold
weather work at Churchill Manitoba. And in 1946, the RCN
refused to join the large U.S. Navy Arctic exercise “Nanook™.
The next year Admiral Reid advised against getting into Arctic
operations; stating that naval ships weren’t designed to sail in ice-
infested waters. Not appreciating the strategic importance of the
Arctic as recognized by the U.S. Navy, he declined to send the
RCN north to explore the capabilities of Canadian warships in
the northern waters. Reid didn’t even send representation to join
the U.S. Navy in building more Arctic weather stations in 1947.

If the Admirals weren’t looking north the Prime Minister was.
Mackenzie King perked the navy’s interest in the Arctic by
refusing to keep HMCS Warrior. the first of two aircraft carriers
intended for the RCN, because it wasn’t winterized for the North
Atlantic let alone Arctic operations. But he did agree to one
carrier if it could be used in the Arctic. According to the
Royal Navy HMCS Magnificent was “arcticized” with an
acceptable heating system and upper-deck machinery engineered
for cold weather. In 1948, Magnificent sailed into Hudson
Straitas far as Wakeham Bay (Kangigsujuag QC): but like any
other aircraft carrier of the day she was highly unsuited for the
Arctic. A description of Magnificent's cruise, “Sovereignty and
the 1948 Northern Cruise” by Leo Pettipas occurs elsewhere in
this newsletter.

A naval presence in the Arctic required an ice capable ship.
Therefore in early 1949, the RCN gained approval for the
construction of HMCS Labrador for northern operations.
Tronically, the U.S. Navy provided the technical details which
were based on their “Wind” class icebreaker. Labrador’s Captain-
designate, Captain Owen Robertson spent two years with the UsS.
Navy and Coast Guard before his ship was commissioned,
learning the intricacies of navigating in the Arctic. Feedback
from Robertson’s Arctic experience resulted in Labrador
receiving a hangar and an enlarged flight deck for three
helicopters as well as big improvements over the U.S. Navy's
communications and radar and superior living and recreation
quarters. She was modified to include then state-of-the-art
scientific equipment changing her from a purely military patrol
vessel to a self-sufficient explorer with an elaborately equipped
laboratory and hospital. Labrador was also a transport, rescue
ship and school.

Because icebreakers have a round bottom to work in ice they
have an extraordinary roll in open seas, therefore, Labrador
was fitted with retractable stabilizing fins. She d a deep 30-foot
draft with large screws tucked well below to avoid the
chunks of ice that would cascade down her hull. HMCS
Labrador was designed as a conventional icebreaker with the
ability to drive forward so that her bow mounted the ice then
using her weight to break it downwards. Another technique was
to roll the ship from side to side by pumping water into her
heeling tanks at an impressive 40.000 gallons per minute: similar
tanks were fitted for trimming fore and aft. Her six diesel
electric engines were capable of delivering 10,000 shaft
horsepower to drive her 6,900 ton displacement at a maximum
speed of 16 knots (30 km/h).

HMCS Labrador was commissioned in Sorel Quebec, on 8 July
1954. She had just two weeks to sail to Halifax, test and
calibrate all her complex equipment, store and provision for
three months. She embarked 80 tons of coal for the RCMP
detachment  at Alexandria Fiord and flew on her three
helicopters, a Piasecki HUP-3 and two Bell HTL's, before
setting sail for the summer season in the Arctic. In 1954,
Canada’s navy was finally in the Arctic and, notwithstanding
the sparse RCMP patrols: Canada’s Arctic waters were no
longer the sole domain of the U.S. Navy.

At the end of July, Captain Robertson sailed Labrador up
Lancaster Sound and anchored off Resolute Bay, Cornwallis
Island. The ship’s company conducted surveys and set up
beacons to open the harbour at Resolute so that the airfield,
weather and scientific stations could be resupplied by heavy
ships. Supply tasks took Labrador back to Baffin Bay and
northward through Kane Basin to deliver RCMP Special
Constable Ariak and family with 17 dogs and the 80 tons of
coal to Alexandria Fiord. Labrador returned to the Parry
Channel and continued west where she rendezvoused with her
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American  sister  ships, Northwind and Burton Island off
Melville Island. This marked the first time naval vessels from
east and west met in the Arctic. The three ships surveyed,
collected hydrographic, oceanographic and scientific data
through Prince of Wales Strait and into the Beaufort Sea.



During the last week of September, Labrador passed through
Bering Strait into the Pacific Ocean and became the first warship
or large ship of any description to sail the entire length of the
Northwest Passage. She sailed on to Esquimalt and home to
Halifax via the Panama Canal, making Labrador second only the
RCMP’s St. Roch to circumnavigate North America. More
importantly, Labrador had proved to be the finest Arctic vessel in
the Western world with a ship’s company that was ready for any
challenge the North could offer.

The value of Labrador’s two Bell HTL's and Piasecki HUP-3
helicopters was quickly recognized when 45 miles of surveying
was completed in four days compared to 10 miles being surveyed
in 18 days using the previous laborious method of a land-based
tracked vehicle. The helicopters were also used to locate suitable
sites for positioning beacons, mail delivery and medical missions.
The most important were the ice reconnaissance missions where
the helicopters would scout ahead of the ship providing
navigational guidance around the ice floes in the waters ahead.
Lieutenants John Laurie and “Duke™ Muncaster. pilots of the two
HTL’s, enjoyed the unique flying opportunity to demonstrate
the helicopters’ versatility in the Arctic environment. They each
flew four to five trips per day and between 23 July and 20
September each accumulated nearly 70 hours flying time.

The HUP-3, one of three acquired specifically for HMCS
Labrador, provided a heavy lift (900 pound / 408 kg) capability
and was used to lift heavy radar navigation beacons ashore
for oceanographic and hydrographic surveys and to support
marine biology and ice physics research and a host of other
Defence Research Board activities.

Many naval authorities had doubts about the ability to operate
helicopters from small ships in open ocean conditions. However,
Labrador proved that a stabilized vessel, a helicopter with good
deck handling equipment and a capable crew made flying
operations from a small ship entirely feasible. The small team of
highly qualified aircraft maintenance personnel supervised by
Chief Petty Officers Shorten and Turner set the standard for
technical support for small-ship helicopter operations. During
Labrador’s subsequent summer excursions to the Arctic in
1955, 1956 and 1957. the concept of helicopter operations was
expanded and refined. These cruises provided a cadre of

experienced pilots and technicians who were instrumental in
pioneering the development of the “Beartrap™ and the operation
of large ASW helicopters from small destroyers.

With the advent of Soviet intercontinental bombers capable of
delivering atomic bombs via the polar region the Arctic gained
even more strategic importance. In 1955, Canada and the United
States started to build the Distant Early Warning (DEW) line:
initially a chain of 22 radar stations that eventually grew to 63
sites, stretching from Alaska along the Canadian Arctic mainland
coast and islands to Baffin Island. The gigantic task of sea lifting
materials and equipment fell to the U.S. Navy's Military Sea
Transport Service. With her previous year of hard Arctic
experience, Labrador was Canada’s sole vessel capable of
contributing to the northern sealift. As the only ship flying the
Canadian flag. her lone representation of Canada in Canadian
Arctic waters was no mere token. Labrador was placed under
U.S. Navy operational control, but Captain Robertson was given
command of the U.S. Navy’s Eastern Arctic Task Group of 23
ships. Robertson’s job was to chart and clear the approaches to
beaches in the Foxe Basin area of the eastern Arctic so that
enormous loads of equipment and materials for the new DEW
line sites could be taken ashore by landing craft.

In 1956, Labrador, under the command of Captain T.C. Pullen,
returned to the eastern DEW line. Similar to the previous year
Labrador helped to prepare the way for 95 ships to land
250,000 tons of dry cargo and three million barrels of fuel at
the various radar sites. Pullen noted that the Americans had
operated thin skinned ships in all areas of the Arctic, thus
gaining valuable knowledge. They had done more pioneering,
surveying, charting, oceanography and exploring in Canada’s
northern waters than in all the previous years of history
combined. Canada and her navy had much to learn. Besides her
sealift duties, Labrador's crew made major revisions to ten
charts and produced 12 completely new ones which opened
numerous Arctic channels and harbours to deep draft ships.
During the 1956 and 1957 seasons in the Arctic, Labrador
navigated and charted Bellot Strait for the first time.
discovered a deep channel into Frobisher Bay, and surveyed
and erected beacons around Foxe Basin that opened a huge
area of the eastern Arctic for safe navigation.

In 1958. as a cost reduction measure the RCN had to choose
between an icebreaker and more ASW destroyers for NATO.
Consequently, HMCS Labrador was paid off and turned over
to the Department of Transport where she served for 29 years
before being sold for scrap in 1987. Labrador. in her four
short years with the navy, contributed more to science,
hydrography and oceanography in the Canadian Arctic than
any single ship in the twentieth century. Additionally,
Labrador paved the way for submarines to make submerged
transits of the Arctic under the polarice. In 1958, USS Nautilus
made the first underwater transit of the Arctic Ocean by
submerging in the Barrow Sea, north of Alaska, sailing
northward to the North Pole and surfacing east of Greenland.
Then in 1960, the USS Seadragon made the first submerged
transit of Canada’s Northwest Passage by sailing under the ice
through Parry Channel and McClure Strait; ironically,
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Labrador’s first Captain, Commodore Owen Robertson, was
aboard. Once clear of the Strait, Seadragon turned north and
surfaced in a polynya a mile from the North Pole.

The loss of HMCS Labrador forced the RCN to withdraw from
the Canadian Arctic and lose the ability to expand on its
recently gained wealth of northern knowledge and operating
experience. The RCN also lost the opportunity to exchange
information with the U.S. Navy. With no information to trade,
the RCN had to rely on the good graces of its southern
neighbour for advances in Arctic science and submarine
operations under the polar ice. But most importantly, Canada’s
Navy surrendered its sole capability to uphold Canadian
sovereignty in its northern maritime frontier.

Bibliography:

The Sea is at our Gates, Commander Tony German;
Hands to Flying Stations, Volume 1, Stuart E. Soward
The Arctic Grail, Pierre Berton

Tom’s new job.

Tom retired in his early 50's and started a second career.
However, even though he loved his new job, he just couldn’t
seem to get to work on time. Every day, he was 5, 10,
sometimes 15 minutes late. But he was a good worker and really
sharp, so his was in a quandary about how to deal with it.

Finally, one day, his boss called him into the office for a talk.
“Tom, I must tell you, I truly like your work ethic: you do a
bang-up job. But. your being late for work nearly every day is
quite annoying to me as well as to your fellow workers.” “Yes,
sir,” Tom replied. “I know, I'm truly sorry and I'm working on
it.” “That’s what I like to hear,” his boss said. “However, the
fact that you consistently come to work late does puzzle me,
because I understand that you retired from the Royal Canadian
Navy, and they have some pretty rigid rules about tardiness.
Isn’t that correct?”” “Yes, sir, I did retire from the Navy, and I'm
mighty proud of it,” said Tom. “Well. what did they say when
you came in late?” asked his boss. “They said. ‘Good morning,
Admiral’.”
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SAMF Annual Dinner & Auction 2008

This year's dinner and auction was a great success, not
only for the food which was superb, nor for the auction

items which were fabulous but for the proceeds of ' g

$11.700 which was a new record!

The Wing Commander, Colonel Bruce Ploughman and
Mrs. Ploughman attended as did our local MP, Mr.
Peter Stoffer.

Patti Gemmel outdid herself in organizing, in acquiring
auction items, and setting up assisted by her husband
Dwayne and her mother Kay Collacutt. The sound
system was once again provided by Bruce Nelson (son of
Chuck), thanks Bruce! Barb Ryan and Christine Dunphy
assisted with the auction for which we are most grateful.

Our thanks to the WO &Sgts. Mess and the Warrior
Block Galley staff for the bar service and the dinner. The
meal was outstanding, as always.

The Patti and Glenys Adam booked a table for 10 and
Patti, who works at the Bank of Nova Scotia brought a
group of fellow employees including Debra Dodge and
Jessica Heaton (granddaughter of the late Cyril). Debra,
Jessica and Patti conducted a 50/50 draw which netted
$260, half going to the lucky winner Michael "Mickey"
Stephenson. Debra advised us that the Bank of
Nova Scotia has a program to assist local charities
whereby they will match funds raised from $1,000 to
$5,000; and, following the evening she recommended
to her bank that we merited the maximum amount,
which we have received!

.

I would particularly note the family connections with =

the Adam, Collacutt, Heaton and Nelson families
helping out in one way or the other: it would be
nice if more offspring of former Shearwaters got B
involved. Blood is thicker than water! The Master of =
Ceremonies for the evening was yours truly, I had the
easiest job of all, no one threw anything at me and
they let me stay till the end of the evening so I guess
I passed? It appeared that everyone had an %
enjoyable evening. we raised a significant amount for |
the Building Fund: so. in my book that spells
SUCCESS!!!

Eric Edgar

(Thanks to Helen Trenholm for providing
the photos. Ed)

L-R Dennis Shaw, Marie Peacocke, Mary Elizabeth and Eric
Edgar

Picking the winning ticket for the 50-50 draw L-R Christine
Hines, Museum Curator, Peter Stoffer, MP,  Col Bruce
Ploughman, WComd and Patti Adam. Bank of Nova Scotia
Rep.

Scotiabank

Ready to accept funds from the winners of the Auction items
L-R Barb Ryan and Patti (Collacutt) Gemmell.




WAYNE PETITPAS -
VOLUNTEER OF THE YEAR 2007

There are many deserving people in the city but we want
to recognize our candidate in a special way by making
him the Volunteer of the Year for the Shearwater
Aviation Museum. It was no small task to single out one
person but our candidate represents all of the volunteers
in his dedication to the Museum. The Shearwater
Aviation Museum is proud to present Wayne Petitpas as
the Museum’s Volunteer of the year 2007.

Wayne has been a quiet but very dependable fixture in
the Firefly restoration project for several years since his
move from Montreal. He recorded 448 hours in 2007 in
addition to many hours at home helping out with research
on the internet. When we researched his activities
beyond the Museum we found he was also very active in
the community. He was the “go-to™ person when projects
of all sorts needed to be completed. This combined with
his cheerful team spirit helped seal the choice. Wayne
was presented with a certificate and we intend to have his
photo prominently displayed on our volunteer wall.
Bravo Zulu to Wayne. Submitted by Michael McFadden,
Volunteer Coordinator.

ek stesfesleok
Stranraer Shearwater Bound?
Ernest Cable, SAM Historian

The Shearwater Aviation Museum received a welcome
phone call this past summer from Captain Bill Thompson
from Garden Bay in Pender Harbour B.C., located
approximately 90 km north of Vancouver. Captain
Thompson is a retired Master Mariner and founder of the
Canadian Museum of Flight in Langley B.C. For a
number of years Mr. Thompson has been in possession of
the wreckage of former RCAF Stranraer 915 and is
looking to donate the Stranraer to a museum that is

willing to restore the biplane flying boat to exhibit
condition. Knowing that the first Stranraers flew at RCAF
Station Dartmouth, Captain Thompson contacted the
Shearwater Aviation Museum to determine if the museum
was interested in preserving this rare Canadian maritime
aviation artifact.

Although, the first five Stranraers (serial nos. 907 to 911)
did serve at Dartmouth with No. 5 Bomber Reconnaissance
(BR) Squadron, subsequent Stranraers were allocated to
both the east and west coasts. Stranraer 912 was the first
RCAF Stranraer to be ferried from the Canadian Vickers
factory in Montreal to the west coast in July 1939 where it
served with No. 4 (BR) Squadron at RCAF Station
Vancouver, more familiarly known as Jericho Beach.
Stranraer 912’s squadron identification letters were FY-A.
Shortly thereafter, in Sep 1939, Stranraer 915 was
transferred to Jericho Beach where it joined Stranraer 912
on No. 4 (BR) and assigned squadron identification letters
FY-B.

Canada declared war against Germany on 10 Sep 1939 and
by early November the first Stranraers from Dartmouth
were ferried to Jericho Beach as they became available
while No. 5 (BR) Squadron was re-equipping with the
more modern Catalina flying boats.

In May 1940, Stranraer 915 accompanied No. 4 (BR)
Squadron to its war station at RCAF Station Ucluelet on
the southwest coast of Vancouver Island from where 915
supported the squadron’s war task of conducting seaward
reconnaissance of the strategically important Barkley
Sound area. In December 1941, No. 9 (BR) Squadron was
formed at Bella Bella BC, located on the inside ship
passage approximately half way between Vancouver and
Prince Rupert. The squadron’s first two aircraft, Stranraers
936 and 949 were eventually joined by Stranraer 915
which had been transferred from No. 4 (BR). In August
1942, Stranraer 915 was tasked to proceed to Calvert Island



to assistin the recovery of a U.S. Navy OS2U-1 Kingfisher
which had crashed. The two man crew escaped injury and
was brought back to Bella Bella. Shortly after the Second
World War on 7 February 1945, Stranraer 915 was struck
off RCAF strength after having accumulated a total flying
time of 1821 hours 20 minutes. It was one of 20 venerable
Stranraers, tentatively allocated civil registrations CE-BY A
to CF-BYT that War Assets sold to Siple Aviation: the
Montreal Company intended to use the aircraft
commercially in Canada, the Caribbean and South
America. Civil registration CF-BYJ was intended for the
former RCAF Stranraer 915. On 11 September 1946, Siple
Aviation offered to sell CF-BYJ to Morris Summit Gold
Mines of Vancouver which was desperate to replace its
crashed Stranraer before the lake at the mine froze over.
However, this offer was not taken up. On 17 September
1946, CF-BYJ was sold to Queen Charlotte Airlines of
Vancouver and named “Nooka Queen”. Interestingly, not
all of the Stranraers purchased by Siple Aviation received
their civil registrations at the same time; it was not until
this date that the Canadian government officially issued
CF-BYI's Certificate of Registration (No. 6589). This
aircraft was one of five Stranraers, CF-BYI (907 - the
Canadian prototype). CF-BYJ (915). CF-BYL (909), CF-
BYM (949) and CF-BXO (920). operated by Queen
Charlotte Airlines to pioneer scheduled air service on the
B.C. coast. In April 1949, the 920 horsepower Bristol
Pegasus X engines on CF-BYJ and CF-BXO were replaced
by 1,000 horsepower Wright GR-1820-205A Cyclone
engines to increase performance (maximum speed 165
mph) and maximum take off weight. These two aircraft
were known as “Super Stranraers”.

On Christmas Eve 24 December 1949, Captain Bill
Peters landed CF-BYJ near a logging camp at Belize Inlet
B.C. in a slightly nose down attitude causing the nose
to dig in and the aircraft to flip over. The nose section
broke off and sank while the remainder of the aircraft
stayed intact, even the wing struts and wire bracing were
still rigged. As part of the accident investigation the
Department of Transport raised the aircraft, minus the
nose, to remove the bodies of two passengers who were
killed. The aircraft was then allowed to sink to the bottom
of the inlet again.

In the spring of 1949, CF-BYJ was dragged up onto the
beach to allow Queen Charlotte Airlines to salvage the
new Wright Cyclone engines for another Stranraer
conversion.  Thirty-four years later, in July 1983,
Captain Thompson salvaged the wreckage off the beach
and used his marine towing company, Totem Towing, to
barge the decrepit Stranraer to the Canadian Museum
of Flight in Langley B.C. Fortunately for Shearwater.
Captain Thompson never formally gifted CF-BYJ to the
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Langley museum and he became concerned that the
museum may be more interested in selling the Stranraer for
scrap than preserving it as an exhibit of Canadian aviation
history. Therefore, several years ago he moved the
wreckage back to his home at Garden Bay where it
remains today.

As recounted on page 34 of the 2006 Summer edition
of the Shearwater Aviation Museum Foundation
newsletter, the Stranraer played an important role in the
history of Shearwater and, in deed, Canadian maritime
military aviation. Therefore, the Shearwater Aviation
Museum has agreed to accept Captain Thompson’s
offer and restore former RCAF Stranraer 915 to exhibit
condition, probably wearing the mantle of RCAF
Station Dartmouth’s No. 5 (BR) Squadron as an example
of the aircraft that formed part of the base’s history.
Interestingly. Stranraer 920 (CE-BXO), one of Stranraer
915’s (CF-BYJ) stable mates in both the RCAF and
Queen Charlotte Airlines, is the only restored Stranraer
in the world and is on display at the RAF Museum in
Hendon, England. Stranraer 920°s Canadian heritage is
preserved in that it bears the colour scheme and
markings of RCAF Dartmouth’s No. 5 (BR) Squadron.
When  Stranraer 915 is restored at the Shearwater
museum it will be only the world’s second Stranraer on
display. The next step is figure out how to transport the
wreckage of Stranraer 915 from B.C. to Shearwater.

steskksiolokoRr

2007 CNAG Reunion - Correction

In our Winter 2007 nsltr there was an error., pg 15. In the
Photo with Dennis Shaw and Marie Peacocke we named
the person speaking with them as Doug Cooke - it was
actually Frank Reesor. Sorry dearheart.

Spring Newsletter

Did you know all the folks in the centre pages?

1. Ron Beard I8¢ Al Whalley
2. Bill Farrell 14. Dog’s name??
3 Wayne Petitpas 15. Dennis Shaw
4. Rusty Releader 16. J. Ramsay
5: Mick Stephenson 17. Joe Vangalen
6. Bill Gillespie 18. Les Rosenthall
7. Peter Pennoy 19. Bill Moran
8. Walter Bereza 20. Eric Nielsen
9. Jake Birks 21. Les Shatford
10. R.L. Smith 22, Ben Oxholm
1T Gerry Watson 23, Robert (Buck)
12. Roger Rioux & Rogers

Butch Bellau 24, John Salmon




12 Wing

Construction of new hangars on inner ramp to date.
New runway 16/34H seen just above Tower and Fire Hall.
Long runway 16/34 seen at very top of photo.

HEART OF MY HEART

Heart of my heart. I love that melody
Heart of my heart, brings back a memory
When we were Kids on the corner of the street The Atlantic Chapter of the Canadian Naval Air
We were rough and ready guys Group, Deserving Student Award Presentation
But oh how we could harmonize

On Junel6, 2008, Dick Pepper, President of Atlantic

Heart of my heart, how friends were dearer then Chapter presented the Deserving Student Award along
Too bad we had to part with a cheque, to the top students in the Aviation
I know a tear would glisten Technical Course held at the Shearwater Campus of the
If once more I could listen Nova Scotia Community College.  Left to Right: Dick
To that gang that sang heart of my heart Pepper. Chapter President, Bill Murray, Award Winner,

Justin McCann, Award Winner, Rolly West, Committee
Member. and David Shaw, Committee Member.



NAVAIRGEN is a mailing list (email) for friendly
discussion and dissemination of useful information for
those who have served as part of Naval Aviation.

VLIEGDEKSCHIP

A while back, I'saw the above picture that was sent out on
navairgen. [ replied to the email as follows: ‘Can you
imagine if Canada had one of those carriers and aircraft -
it would be great. One for each coast would make us a
powerhouse to reckon with.”  After that, the rest went
like this..... Kay.

Paul Peacey replied: And just where would we find
the people for the rest of the Armed Forces? I would
hazard that the Navy’s present strength would find it a bit
difficult to man one!

Jim McCaffery adds: It seems to me Paul Peacey is
dealing with reality! Perhaps we could man the vessel
with Canada’s homeless??

Then Bob Edey wrote: Contrary to "peacey paul's"
assertion that Canada does not have the population to
man two carriers, he's dead wrong! With a workforce of
16,043,740 between the ages of 15 and 64 and an
unemployment rate at approx. 5.8% there are 930.536
Canadians theoretically looking for work. To man two
40,000 ton (loaded) carriers, plus support squadrons
ashore and serviceable escort vessels would require
12,000 - 15,000 additional sailors and airman, a Navy of
fewer men than that supported during WW I1.

Interesting to note France not only continues with it's fleet
air arm it is projecting for a 75.000 ton super carrier to be
launched in 2011.

The 5.8% mentioned before does not include out of work
or unwilling to work Canadians no longer being counted
by statistics Canada. Regrettably we are a country where
a large sector of the population are content to let others

work to support and protect their right to not have to
make any sort of contribution!

From Kay again: The statement “interesting to note
France not only continues with it’s fleet air arm, it is
projecting for a 75,000 ton supercarrier to be launched
in 2011" - is true for other countries as well, but not
Canada.

Ted Gibbon tells us: I happened to be in the BV's
briefing room when Scruffy held the de-brief with the
Defence Committee who were about to determine the fate
of Canadian Naval Aviation. As usual our Captain
fielded every question effectively, sometimes bluntly,
usually with humour but frequently with obvious
disappointment with the direction the committee was
apparently headed. Nearing the end of the discussion
during which Scruff blew every negative observation out
of the water and caused the chairman (who happened to
be a butcher- meat that is- from Southern Ontario)
defending the obviously undefendable to state that if
their decision was to getrid of BV circumstances might
well lead to reactivation of the ship and the role within
a few years. Scruffy responded with something like:
"What bloody nonsense, it has taken us 25 years to
learn how to do this right, in a year that expertise will be
gone from this Navy forever". I doubt that we could ever
find enough Canadians in today's society under 70 to take
on those jobs under similar conditions to man another BV
let alone a Nimitz class. May as well accept it as it is: the
greatest experience we could have ever hoped for in our
lifetime and revel in the knowledge that no matter
how many blackberries/ rasp-
berries/strawberries/blueberries they acquire none will
hear the magic of a pipe followed by: "hands to flying
stations” or: "up spirits- afternoon watchmen to dinner”
or: gash is not to be dumped until further notice" or;
"hands to stations for leaving harbour-secure Christmas
presents for sea" or: "secure flying stations, movies for
tonight are:" or: compliments of the beloved XO "Make
& Mend". Fill in your own personal favourite. Time to
"suck back and secure", fixed wing naval aviation is
history. Cheers, The other Ted.

And Sandy Dewar writes: How many aircraft carriers for
Canada? Interesting.  But there are two questions
that must be asked: what kind of a navy do we need and
what kind of a navy are we liable to get? The answer to
the first question is simple: more - much more. The
answer to the second question is also simple. What kind
of a navy would Quebec like us to have? The answer is
none.

From Leo Pettipas: Ted: Well said, and I think you're
probably right about the prospects of future carriers in the
Canadian Navy. However, a short note on your
suggestion that "fixed wing naval aviation is history." It
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is, in more ways than one. Speaking as a historian,
history is something that can't be altered or obliterated --
what happened, happened. Fixed-wing Naval Aviation is
gone from the Canadian context, as are many of those
who were part of it. But what of the legacy? Museums
and historical publications keep the story alive. Naval Air
already has a small but respectable (and growing) library.
A new generation of historians who were not in Naval Air
are recognizing the value of that story and are writing
books and articles about it. Some of the Old Salts are
doing likewise. Naval Air, at the end of the day, was a
real Canadian success story, and I'm confident that fact
will be recognized in future generations of writers. The
National Archives and those housed in various museums
and libraries around the country contain the raw material
from which the story can be told from many different
angles. Isense a heightened public interest in the history
of the Cold War, in which Canadian Naval Aviation
played an inspiring role. If Canadians cherish their
identity as "peace-keepers," well,isn't that precisely what
the Navy was doing during the Cold War?!

People who lament the present (and probably future)
absence of fixed-wing carriers in the Canadian Navy have
grounds for feeling as they do. As a special-interest
historian and advocate for the legacy of Naval Aviation,
I am much more optimistic.

Ernie Cable writes:  Leo, I fully endorse your
comments about naval aviation's legacy: I also think
naval aviation has to be viewed in the total Canadian
context in that it was an unique segment of our Canadian
aviation history. Most Canadians recognize that our
proud aviation heritage played a fundamental role in the
development of Canada from a very dependant British
Dominion to an air minded sovereign nation. Canadian
naval aviation's unique contribution to our aviation
heritage stems not only from the skill to operate aircraft
from aircraft carriers but also the perseverance and
indomitable spirit of its personnel that enabled Canada
to start comparatively late in the carrier aviation game and
over a relatively short period stand as professional equals
with larger nations which had decades of earlier
experience flying from aircraft carriers.  Ernie

And Art Schwartz says: These positive and true
comments on Naval Air are well and good but we did
elect the governments that chose to ignore the lessons of
history and put us in our present position. We have been
misled to believe that Canada is a nation of peacekeepers
(tell that to my uncle in the ground in Holton), that the
peace dividend could be spent without consequence, and
that "soft power" could somehow change the reality of
human existence. With Canada's incredible aviation
history and technical prowess we could still be a naval
aviation player. Instead national security in Canada is
part of discretionary spending.

Some wag once said that only Canada has statutes that
support those who choose not to work but no statute
requiring that vital national interests be secured

Read and heed Santayana.!

Again from Bob Edey: Kay.  Your "carrier" email
certainly "stirred the pot" and contrary to the defeatest
tone of subsequent e-mails you are still correct. It would
seem many can't recall the axiom "Where there is a will,
there is a way"!

Our recent historian doesn't seem to realize our first
carrier was Commissioned only 66 years ago. Hasn'teven
made it into the history books yet!

Paul Peacey’s comment about who would man such
vessels, although relevant, itis not insurmountable. With
HMCS Warrior we got a lot of help from the RN. Could
happen again, this time with RN, USN and France
offering training and support. Wouldn't Quebecers eat
that up? "Le Grand France" in support of the Canadian
Navy! I'd bet dollars against doughnuts active pilots
today would line up to sign on to fly off a Canadian
aircraft carrier.

History repeats itself! Always did always will! No doubt
economics and political will, will dictate the rebirth of
Canadian Naval Air somewhere in our future. Any
number cruncher today can make a viable case for
providing air support from a Canadian carrier to our
ground forces in Afghanistan. A much smaller Canada
did it once not too long ago and when the number
crunchers determine a carrier capability is our least cost
option, it will happen again! Won’t even have to
calculate in the 12,000 - 15.000 jobs created, that is a
bonus!

From Patrick Martin: The armed forces of any nation
should be viewed with the analogy of a fire department.
Once a fire has started in or near your own town, it is too
late to think about ordering a new fire truck or those four
extra firefighters. If the fires are springing up in several
towns around yours, you can bet the next town’s fire
truck and firefighters are going to be busy - so do not
count on them.

If you knew when a fire was going to start (like
international trouble spots) you could plan ahead, but in
this world - that is not happening. So build, invest in your
own fire department (armed services). it not only protects
you, but it is a resource to help your neighbours when
they need it - because just maybe, one day you will need
theirs.

Interesting - very interesting. Well there you have it!
There were other email messages on this subject, but
unfortunately some just couldn’t be published. Kay






