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Chairman’s Message
Rod Sheridan

In my opinion, Mary Oswald has one 
of the most frustrating jobs in CAHF 
operations.  Not only does she have the task 
of contributing, compiling and editing The 
Flyer, she manages the other contributors and 
the most difficult one .... me! Once again, 
here I am finishing my Chairman’s Message 
at the deadline after promising to be better 
behaved!

This will be my last Chairman’s Message 
before our Gala Induction dinner on June 
15th, so I thought the Gala would be a great 
topic. As the Friends of The Hall know, 
our Gala event is a celebration of the new 
Members as well as an opportunity to raise 
funds in support of CAHF. This year’s 
dinner committee has done an amazing job 
organizing the Gala dinner, with the support 
of Craig Richmond and the YVR team.  I’m 
told the Fairmont Hotel is filling up quickly 
and our ticket sales are on track to hitting our 
target.  If you are planning to attend, I suggest 
you make your plans sooner than later.

Speaking of this year’s location, did you know 
that Vancouver International Airport, under 

the direction of its CEO, Craig Richmond, 
a fellow CAHF board member, was named 
“International Airport of the Year”?

As someone who spends an inordinate amount 
of time in airports, I can tell you that this is 
a well-deserved honour and against some 
impressive competition.  Most of us tend to 
focus on the closer US airports when thinking 
of what the competition would look like.  For 
those of us who travel internationally, I can 
tell you that the real competition is places 
like Heathrow in London, UK, the Gulf 
airports of Dubai, Qatar and Abu Dhabi, 
and of course, Singapore. These are the real 
competitors that YVR has surpassed! 

In early February I spent some time with our 
Dinner Committee Chair, Mike Matthews 
and Tess Messmer from the YVR team.  No 
question that the Dinner Committee and 
Craig’s team are preparing an extraordinary 
evening. Every CAHF dinner I have attended 
has been a memorable occasion, each with 
its own unique element. I believe this is the 
first time the event will be held in an active 

terminal that will be in full operation while 
we are there!

So while you celebrate the induction of our 
newest CAHF members and Belt of Orion 
recipient, please take the time to look around 
and see what YVR has done to deserve this 
honour. When you see Craig and members of 
his team, please congratulate them on their 
award and thank them for the support they 
have given Mike and the dinner committee.

Please remember, CAHF is here because 
of the hard work and planning by the 
Operations team in Wetaskiwin led by Dave 
Wright and Blain Fowler, and the Board of 
Directors who volunteer their time. We rely 
on the Friends of The Hall and the generosity 
of many organizations across the country 
who contribute in many ways to make a 
place come together and celebrate Canada’s 
Aviation Hall of Fame.
          Rod Sheridan
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A family friend once commented on the 
Cooper siblings: “Look, the flyer, and the 
flyee!” While Aja’s younger brother has 
successfully pursued a career in aviation from 
a very early age and has flown more planes in 
his lifetime than he has been a passenger, Aja 

Introducing Aja Cooper, Collections Manager for The Hall
has simply just been the passenger. (And she 
is more than fine with this!)

Aja spent her childhood helping her 
family farm the river banks of the North 
Saskatchewan River at Edam, Saskatchewan.  
She not only watched the cultivation of crops, 
but cultivated a passion for local history and 
wanting to preserve it.

After eighteen years, Aja jumped on 
an airplane and headed for Sackville, 
New Brunswick to attend Mount Allison 
University.  She pursued a Bachelor of 
Arts Degree with a Major in Art History 
and a Double Minor in Anthropology 
(Archaeology) and Religious Studies. Prior 
to convocation with the Class of 2012, Aja 
worked at the university campus Owens Art 
Gallery and participated in archaeological 

digs in Belize, Central America. Both work 
places introduced her to the concept of 
collections care/management, and object 
conservation.  

In 2014, Aja took another long flight, this 
time to Northeastern England when she was 
accepted into Durham University’s Masters 
Program. She registered in the study of 
Conservation of Archaeological and Museum 
Objects. She studied at the University’s 
Archaeological Services Conservation 
Laboratory and at the university-affiliated 
Oriental Museum.  

Having spent nearly a decade away from 
home seeing the world, Aja decided it was 
time to return to Western Canada. She is 
now the Collections Manager for Canada’s 
Aviation Hall of Fame.



under IFR rules in the area of the busiest civil 
air traffic in Canada, meant that extraordinary 
support and coordination by MOT air traffic 
controllers was required to vector Civil and 
IFR aircraft out of danger without revealing the 
confidentiality of the “zoom” flights.

Although the Centennial team fell short of the 
world record, AETE gained valuable technical 
insights that were to prove highly valuable for 
subsequent CF-104 maintenance and operations.  
W/C White did attain a paint-blistering speed 
of Mach 2.45 - the fastest ever attained by any 
Starfighter - and his authenticated altitude of 
100,110 feet achieved on December 14th, 1967 
still stands as the official Canadian Altitude 
Record.  

Much was made of White’s record following 
the flight, with extensive press coverage across 
the country as Centennial year drew to a close.  
The aircraft continues to be proudly displayed 
at the Canada Aviation Museum at Rockcliffe, 
just a few miles from where it made its record-
breaking attempts almost 50 years ago. For his 
leadership of the Centennial team, combined 
with his earlier contribution to the USAF and 
NASA Mercury and Gemini Space Programs, 
W/C White was awarded the McKee (Trans-
Canada) Trophy, and inducted into Canada’s 
Aviation Hall of Fame in 1974.

test pilot Col. Georgii Mosolov flying a highly-
modified and rocket-boosted MiG-21 (E-66A) 
to 113,891 feet.

Russian Air Force M66 MiG-25

Although the Aerospace Engineering and Test 
Establishment (AETE) at CFB Uplands at 
Ottawa was given the prime task, the project 
would ultimately involve hundreds of Military, 
Defence Research Board and Ministry of

    
    Sign, one of many, showing goals of the 
    Centennial Project 

Transport personnel. Wing Commander (R.A.) 
Bud White, a 1960 graduate of the Empire Test 
Pilot School and AETE’s Senior Test Pilot, 
was designated national and project leader. 
The AETE team based their challenge on 
the modified and stripped-down CF-104 test 
aircraft (S/N-700), the use of a highly up-rated 
but life-limited engine, speed augmentation by 
utilizing jet stream winds, and a unique “zoom” 
manoeuvre. Major support was provided by 
the USAF’s loan of three Gemini full pressure 
“space” suits, special training at Edwards AFB 
in southern California, and by additional CF-
104s borrowed from the AETE detachment at 
Cold Lake, 448 Test Sqn. 

All told, 42 flights, including 25 “zooms” 
(12 of them above 96,000 feet) were flown in 
S/N-700 from Ottawa.  Of these, three were 
authenticated by the FAI. Authentication 
involved microwave tracking by the Defence 
Research Telecommunications Establishment at 
Shirley’s Bay, near Ottawa - the first time that 
a FAI record approval had ever been achieved 
by a non-optical system. The high prevalence 
of the jet stream over the Ottawa Valley, and the 
fact that most of the flights had to be conducted 
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Celebrating Canada 1967
Editor’s Note: On the next few pages, The 
Flyer will present stories from Canadian fliers 
who set out to celebrate Canada’s Centennial 
Year, 1967.                                   Mary Oswald

The first story, titled The Centennial ‘Zoom’, 
written by LtCol (Ret’d) Dan Dempsey, is 
excerpted from his magnificent book, A 
Tradition of Excellence - Canada’s Airshow 
Team Heritage*. It describes Wing Commander 
“Bud” White’s Canadian Altitude record 
achieved in December, 1967.

This is followed by a Q and A section set up by 
myself with Bud White, trying to get a clearer 
understanding of what his altitude attempt 
was all about. This story will be presented in 
two parts, with the second part following in the 
September Flyer.

The third story takes us back to the Centennial 
Air Show, with W/C Dave Wightman describing 
his experience flying a WWI Sopwith Snipe, 
“Flying a 50-Year Old Airplane 50 Years 
Ago”.

* Dempsey, Dan. A Tradition of Excellence - 
Canada’s Airshow Team Heritage. High Flight 
Enterprises Ltd. 2002  
All photos for these three stories were 
supplied by Dan Dempsey, R.A. Bud White and 
Dave Wightman. Photos are not used in any 
particular order. 

The Centennial “Zoom”
LtCol (Ret’d) Dan Dempsey

CF-104 Starfighter in front of RCAF-AETE 
hangar, Ottawa

During 1967, the CF-104 Starfighter became 
the focus of a major Centenary project  with the 
RCAF that was to gain much publicity.  The goal 
was to assault the Russian-held World Altitude 
Record and to capture this prestigious record 
during Canada’s Centennial Year.  The World 
Altitude Record - one of only six “absolutes” 
in the aviation record book of the Federation 
l’Aeronautique Internationale (FAI) - had been 
captured from the Americans by the Russian 

Briefing sign, “Zoom” Profile

Lt.Col Bud White presented with the Trans-
Canada (McKee) Trophy for 1967



training. They also spent a great deal of time 
training Jim Reed on the intricacies of the suit 
and how to ‘dress’ and check out Ron and me for 
zoom flights. Getting suited, checked out, and 
into the cockpit always took at least 45 minutes.
Quite a procedure, but Jim made it fun!! 

Mary: Were there other ‘supporting’ flights?

Bud:  Well over 100 of them - in other CF-104’s, 
T-Birds and Tutors!  At the time we really didn’t 
like to talk about them (for financial reasons).  
But for every S/N-700 flight, there was at least 1 
‘chase’ flight and at least 1 or 2 ‘weather’ flights 
to locate the core of the jet stream, plus many 
logistic flights to the US and Cold Lake. 
 

Bud White’s ‘700’ with ‘Chase’ plane on the right

Mary: Initially, the program was classified.  
When was it declassified and made public? And 
when did the Russians find out about it?

Bud: Yes, our program was classified, and yes, 
we tried hard not to alert the Russians.  We knew 
they had spent a fortune in 1961 modifying their 
MiG-21, adding the booster rocket engine to beat 
the Americans, and zooming to capture the world 
record.  But for us to authenticate, we had to give 
the FAI advance warning, and unfortunately, the 
President of the FAI that year was a Russian. 
So we waited until the last minute to get FAI 
approval for the 14th of December flights, and 
then declassified the whole program.

But, frankly, I was surprised at how well we 
had been able to keep our secret, and how upset 
the Russians were. They were probably most 
bothered by NOT getting any advance warning 
from their Military and KGB staff in Ottawa.  
Here - right under their noses - Canada had 
mounted a challenge, and they didn’t even know 
about it!

Anyway, between Christmas and New Year’s, 
late at night, I woke with my doorbell ringing.  It 
was the Russian Military Attaché (Air) bearing 
gifts:  two bottles of vodka!! He told me he 
was in deep trouble, and needed to know all 
about our zoom flights, quick, or he’d be ‘sent 
home’! When he told me his only flying had 
been done in bi-plane Policarpovs (and thus he 
knew nothing about hi-speed aerodynamics), I 
arranged for him to lead a Russian delegation to 
AETE Uplands. 

The ‘Zoom’ flight crew doing their checks

Bud: No, initially there were two of us - Squadron 
Leader Ron Hayman from AFB Cold Lake and 
myself from Uplands AFB Ottawa.The FAI rules 
required a Canadian to be at the controls. But Jim 
Reed did fly 6 of the early test flights and one 
zoom to 51K, and Ron Hayman flew 8 flights 
including 4 zooms. But Ron was pulled off the 
program in early November to attend the RAF 
Staff College course in the UK, so I ended up 
flying 27 of the 42 flights, including all of the 
zooms above 86,000 ft.

Mary: You needed Full Space Pressure Suits.  
How did you get those?

Bud White stepping into his “700”

Bud: We certainly did! Remember where we 
were going: Above 60,000 feet, blood boils, 
and things are even worse higher up. During 
the zoom flights, we diverted all of our cockpit 
pressurization and air into our electronic bay 
(to prevent electrical arcing), so Ron and I were 
completely dependent on our full pressure suits 
during zooms. At the end of each flight, I’d pour 
at least a full cup of water out of my outer boots 
and I usually lost about 4-5 lbs of body weight 
per flight. So the  suits were essential -- and 
looked snazzy -- but every movement inside 
took effort!

Before my assignment as Senior Test Pilot at 
AETE, I had just spent 3 1/2 years ‘on loan’ 
to the US Air Force’s Gemini Launch Vehicle 
Directorate (GLV Booster) as the Pilot Safety 
Operations Officer in their Space System 
Division Project office. So working with our 
Institute of Aviation Medicine, we were able 
to borrow two Gemini space suits for Ron and 
myself. Each suit  had to be individually fitted, 

         
        Bud White getting ‘suited’ and checked in 
        preparation for a ‘Zoom’ flight

and as I recall, we spent a whole week at Tindall 
AFB in Florida going through suit fitting and 

The Centennial Zoom 
Flights - Trying to 
Achieve a Record
Mary Oswald, Editor of The Flyer, 
in conversation with Col. “Bud” White, 
March, 2017

Mary: Welcome to our ‘Flyer Chat’, Bud, 
especially this year - which is 50 years on from 
your Centennial “Zoom” flights, and some extra 
15 years since the article reprinted above from 
Dan Dempsey’s wonderful book, “A Tradition of 
Excellence”.

But before we get to 
my questions, let me 
remind our readers that 
having won the McKee 
( T r a n s - C a n a d a ) 
Trophy in 1968, you 
were inducted into 
the newly-formed 
Canada’s Aviation 
Hall of Fame with 
The Hall’s first group 
of inductees in 1974. From that inaugural 
Edmonton induction group of 79 inductees, 
only you and Max Ward are still living today! 
You may not be the oldest living Member, but 
you and Max are certainly the longest-serving 
Members of The Hall. So, well done, and it’s 
good to hear that at 88, you are still skiing and 
flying your own Navion in B.C.

Mary: So, my first question is: Where did the 
idea come from “To capture the World Absolute 
Altitude Record for Canada in its Centennial 
Year”?

Bud: Well, strangely enough, it all started when 
my American Exchange Test Pilot, Capt. Jim 
Reed walked into my Aerospace Engineering 
and Test Establishment (AETE) office and said 
he had a great idea for Canada’s Centennial 
Year. The Russians had reached a record altitude 
of over 113,000 ft in 1962. That record was 
available to be broken! Not only was it Jim’s 
idea, but he also had a very clear idea how we 
should go about it. Namely, modify our own 
CF-104 S/N-700; use the energy from jet stream 
winds to get higher; and use a more efficient 
technique to achieve an optimum climb angle.
And throughout the Program, Jim continued to 
play a number of really vital roles, especially in 
our ‘chase’ CF-104.

Mary: Were you the only pilot?

Bud White

CF-104 S/N-700, left, and ‘Chase’ plane, CF-
104 in front of AETE hangar
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Bud:  Yep, that’s right!  It’s called “Non-Steady 
State”. But remember that half our air lies 
below 18,000 ft, and once you get above 70,000 
feet, there’s so little air that you are stuck in a 
parabolic ballistic trajectory - like a bug on a 
rock - especially going over the top!

Also remember that an “Absolute Record” 
- and there were just 6 of them at that time 
- represents the best performances from all 
classes of aeroplanes (landplanes, seaplanes, 
and amphibian) regardless of weight, and 
across all fixed-wing ‘pure’ piston, jet or rocket.  
Mosolov’s E-66A jet had a rocket booster, which 
the FAI accepted, but later ruled that they would 
not in future authenticate jets with rocket-boost 
for record attempts. So even the USAF NF-
104 (with its rocket booster) would have been 
disqualified for FAI edict.

Mary: Just remind me quickly: What took place 
during a typical zoom profile?

Bud: Well, first we would have had one or more 
earlier CF-104 and T-33 flights to locate the core 
of the jet stream. That determined which of our 
profiles we’d follow. For example, “Profile Rick” 
might be used when the core of the jet stream 
was to the north of Ottawa, flowing Eastbound.  
In that case, after take-off I would head north-
westbound, climbing to about 34,000 feet, 
while ‘chase plane’ maneuvered all around me 
checking S/N-700 visually. It was wintertime, 
there was usually cloud, and all of our flights 
were flown under instrument flight rules (IFR) 
with Ottawa Terminal Air Traffic Control. So 
that involved a lot of radio chatter. Also enroute, 
I’d establish radio contact with DRB/DRTE’s 
Shirley’s Bay, confirm that their 30-foot antenna 
was tracking my 4GHz beacons and that they 
were getting range data. 

Finally, when 
about 100 miles 
out, ‘Chase’ and 
I would pop up 
to about 46,000 
ft.  I’d flip cabin 
pressurization to 
electronic bay 
and check suit 
inflation. Then 
Ground Control 
would begin 
to vector me 
through a slow 
turn around to 
the East, and 

towards my Mach run heading down the axis of 
the jet stream. Once on DRB’s ‘Auto-Track’, I 
would go full afterburner, dive through the low 
excess thrust speed range down into the core of 
the jet stream. Wintertime jet cores above Ottawa 
are usually around 32,000 ft, so I’d level off there 
and accelerate. Approaching Mach 2, DRTE 
would have me switch to my side beacon, and if 
they held ‘autotrack’, they’d clear me to ‘zoom’.

At Mach 2.35, I’d gently ramp up to 39,000 feet 
- Mach would increase a bit - and then I’d pull 
about 2.5 Gs while holding my Easterly heading 

When his group arrived in early January, we 
ushered all of them into our big AETE hangar, 
past MPs with guns slung around their necks, 
and stopped them all just short of the hangar 
floor.  Out in the centre of the big hangar we’d 
placed our Zoom 700, with a roped barrier 
surrounding it. No pictures, we cautioned!  Then 
I loudly announced that only Col. Didenko 
could follow me, and I took him right out to the 
aircraft, through the roped-off barriers and past 
the guards-with-guns, and plunked him right into 
the cockpit! Of course, he didn’t know what to 
look for or what questions to ask. Then I took 
him back to his group, and they left the hangar 
and base.  Poor guy!  I think I got 2 more vodka 
bottles before they sent him home!

This may have been a bit of a game for us, but 
the Russians took it all very seriously. They 
quickly assembled a new flight test program 
under Alexandr Fedotov around the twin-jet 
MiG-25 (E-266M), beat Mosolov’s record by 
zooming to 118,898 feet in 1973, then raised the 
FAI bar again in 1977 to 123,520 ft., which still 
stands today.

Meanwhile, the NF-104 Program in the US 
completely floundered when Chuck Yeager 
lost his zoom aircraft in a flat spin, and the FAI 
clarified that the X-15 (and other such vehicles 
carried aloft or unable to take off under their own 
power) were not aeroplanes by FAI definition.

Mary: So much for the Russians. When did your 
‘Zooms’ become a National Story in Canada?

Bud: Thankfully, that took a while. National 
Defence HQ Public Affairs had me write a 2-page 
article “100,110 ft - One For The Record”.... that 
appeared in the March 1968 issue of the Armed 
Forces “Sentinel” which had me on the cover 
page. That general article was then followed by 
a 6-page more technical article I wrote for the 
first 1968 issue of the CF Observer, whose cover 
also showed our zoom and chase CF-104s, and 
in which I described the FAI Authentication 
process, how we measured flight path, pitch-
up, Gyroscopic and flat-spin problems, and how 
we used the supersonic Vane developed by the 
Defence Research Board/National Aeronautical 
Establishment (DRB/NAE) to fly on Alpha.

Finally, I made 
the mistake of 
appearing on 
CBC’s “Front 
Page Challenge”.  
That led to over 
60 briefings, 
talks to service 
clubs, and panel 
a p p e a r a n c e s , 
etc. over the rest 
of 1968, after 
which I just had 
to refuse further 
appearances.

Mary:  About the FAI World Absolute Altitude 
Record - I understand that you DON’T have to 
stay at the height for a specified time - just have 
to zoom up as high as you can get, correct?
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The cover of the ‘Sentinel’ 
magazine

until achieving my pitch and climb angles, all 
on instruments. With the ejection seat tilted 
back about 14 degrees, even at pitch angles of 
57 degrees, I felt as if I was going straight up!  
Going through about 75,000 ft, the afterburner 
would blow out, and around 85,000, I’d have to 
shut down the engine to prevent it from over-
temperaturing, From 60,000 ft on, I’m like the 
bug-on-a-rock.  I could control my attitude, but 
make no change in the trajectory or peak altitude 
that my ‘rock’ would follow. Attitude control 
was critical, and with the gyroscopic effect of the 
still-rotating engine, any loss of control could get 
me into a flat spin.  Following my Alpha gauge, I 
gradually began to push my nose down as ‘700’ 
would arc over the top. Almost Zero G and over 
the top at 65 knots, but I’m still supersonic.  
Running out of right rudder (to control yaw left) 
and barely enough pitch control to keep the nose 
rotating downward.

Then Dive Brakes out as I start to re-accelerate 
downward, and lower a gentle turn towards 
home. The Mach number continues to rise as I 
re-enter, but even with maximum braking angle 
of attack in denser air, it still rises to Mach 1.8.  
Then depending on my fuel state, I glide for a 
bit, then re-light the engine. Events then come 
in quick succession as DOT radar vectors me 
home, ‘Chase’ catches me (sometimes) and 
checks me over, and we come straight in for 
landing because of my low fuel state.

Mary: Transport Canada provides Air Traffic 
Control in Canadian Airspace. Were they 
involved?

Bud: Most certainly. I well remember our first 
meeting with MOT. They were shocked!  Here 
we were proposing to hurtle at Mach 2+ through 
the most densely trafficked airspace in Canada 
- between Toronto, Ottawa and Montreal - and 
wanted “block” clearance from 30,000 feet up 
to above 100,000 feet. And while re-directing 
air traffic they wouldn’t even be able to tell the 
traffic WHY they were being re-directed because 
the program was so ‘Classified’.

But I was really impressed at how quickly and 
professionally MOT wholeheartedly joined the 
program and figured out how to support our 
flights. Toronto and Montreal Centres were 
deeply involved and integrated.  Ottawa Terminal 
even more so!  Ottawa radar would follow me 
throughout the Zoom, vector me on descent back 
towards home and smoothly flip me over to the 
Ground Control Approach (GCA) for instrument 
recovery to Ottawa International.  And I would 
have to admit now that on most of my final 7 
flights in December, I didn’t have enough spare 
fuel for a ‘go-around’. So MOT/ATC was an 
essential element to our National Program effort!

Mary:  I then asked Bud a couple of technical 
questions, and whether there had been one scary 
moment or particular flight that sticks in his 
mind.  His answer and description of his “dead-
stick” landing at Ottawa International airport 
was so interesting that I decided to break our Q 
and A into two halves and complete our ‘chat’ 
with that story in our September issue of The 
Flyer.

The 30-ft DRTE Antenna at 
Shirley’s Bay



Early in May of 1967 I received a phone call 
from Wing Commander Paul Hartman* who 
was one of my predecessors as Senior Test 
Pilot at the Central Experimental and Proving 
Establishment based at Uplands Airport in 
Ottawa.

Paul had become well-known in aviation 
circles in 1959 when he flew a replica of the 
famous Silver Dart Aircraft, as originally 
flown in 1909 by J.A.D. McCurdy at 
Baddeck, Nova Scotia. This replica had 
been constructed at RCAF Station Trenton, 
ON in honour of the 50th anniversary of 
powered flight in Canada. Now Paul was 
languishing in a staff job at Headquarters but 
was determined to keep his hand in flying.  
He volunteered to be the chief pilot for the 
National Aviation Museum** at Rockcliffe, 
Ottawa.

The Museum had amassed a significant 
collection of World War I bi-planes and other 
early aircraft that had been flown by Canadian 
pilots. Some of the aircraft were originals and 
some were replicas carefully constructed as 
accurate representations of the originals.  

Flying a 50-Year Old Plane 50 Years Ago:
The Centennial Air Show - Rockcliffe 1967
MGen (Ret’d) Dave Wightman, RCAF

Paul told me that he and museum curator Ken 
Molson had decided to organize an airshow 
to take place at the Rockcliffe Airport in 
June to celebrate Canada’s Centennial. The 
Museum had agreed to release several of 
their very rare WWI bi-planes to be flown 
as demonstration aircraft. He told me that 
the museum staff were very edgy about the 
whole project because of the priceless nature 
of these exhibits. Paul assured Ken that he 
would be very careful in the selection and 
training of the pilots who would fly these 
artifacts.

Paul said 
that he was 
going to fly 
the Sopwith 
Camel and 
asked me if 
I would join 
his team 
and fly the 
S o p w i t h 
Snipe. He 
planned to 

invite several other pilots to fly the other 
aircraft that the museum had agreed to 
release. It took me all of 30 seconds to say 
YES!

In addition to the Camel and the Snipe, 
the team would fly a Sopwith Triplane, a 
Nieuport 17 and an Aeronca C2.  A Fleet 16B 
(Finch) two-seater would be used to train our 
team.  The Camel and the Snipe were the two 
originals, each 50 years old at the time.  Each 
had original rotary engines and were truly 
unique museum specimens.

By mid-May, Paul had rounded out the team 
with well qualified and enthusiastic pilots.  
F/L Bill Long would fly the Nieuport 17, 
F/L Fitz Fitzgerald the Sopwith Triplane, 
F/L Neil Burns the Aeronca C2 and F/L Jock 
MacKay the Fleet Finch. The Finch would be 
used to refresh each pilot in the feel of flying 
a tail-dragger aircraft.

The “squadron” was completed with 
the addition of a skilled and dedicated 
maintenance group consisting of both RCAF 
and museum aircraft technicians.  Of course 
we informally dubbed ourselves “The 
Snoopy Squadron”.

We began our training with a flight in the 
Fleet Finch with Jock MacKay. A couple of 
quick circuits and we were all good to go.  I 
logged my training flight on May 16, 1967 
with a duration of 15 minutes. Two days 
later, after a briefing from Paul, I took off in 
the Snipe for the first time. The flight lasted 
25 minutes during which I learned a great 

W/C Dave Wightman 
flying the Sopwith 

Snipe E6938, below 
in formation with 

W/C Paul Hartman 
flying the Sopwith 

Camel over the 
Ottawa River.

June 1967

E6938 is on display at the 
Canada Aviation and Space 
Museum, Rockcliffe.  
June 1967

The Snipe was a fighter designed to replace the Sopwith Camel.  It had excellent 
climb and maneuverability.  The last examples of the Snipe were not retired from 

the RAF until 1926.
7
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deal about flying WWI bi-planes. It was an 
exciting flight, almost equaling the thrill of 
my first solo flight during initial training in 
the Harvard back in 1951.

Over the next three weeks, until the 
Centennial Airshow on 10 June, the team 
flew as many practice missions as weather 
and other commitments would allow.  We had 
the field to ourselves, as there were no other 
aircraft using Rockcliffe Airport during that 
period.  Our line shack was the airport grass 
in the summer sunlight.  We would assemble 
there and watch as the crew hauled out those 
magnificent old airplanes and prepared them 
for flight. It was just like the operations of 
a WWI squadron at Cambrai or Arras must 
have been in 1917.

Those three weeks of work-up did not go 
without incident.  The Nieuport 17 came to 
grief one day as Bill Long was transiting over 
the field in straight and level flight getting the 
feel of things.  Those of us watching on the 
ground suddenly saw the aircraft shedding 
bits of aluminum from the engine cowling.  
As we watched, the cowling detached, 
moved forward and was chewed up by the 
propeller.  The engine ground to a halt and 
Bill began a left gliding turn to get back onto 
the grass of the airport.  As bad luck would 
have it, the tried-and-true emergency landing 
straight ahead was not an option for Bill as 
the RCMP musical ride was out in force on 
the field into which he would have pancaked.  
He very nearly made it to the grass at 
Rockcliffe, but as he crossed the fence he 
struck the ground hard, throwing the aircraft 

up onto its nose.We 
watched in horror as the 
aircraft teetered there on 
its nose and then slowly 
settled in a precarious 
vertical position.  Half 
a dozen of us broke all 
records for the 200 m 
dash to the aircraft.  Bill 
was still in the cockpit 
looking very groggy and 

bleeding from a gash caused when he struck 
his forehead on the machine gun. We helped 
him exit and after a little medical attention, 
Bill was fine. The same could not be said 
for the Nieuport 17. It was not able to fly in 
the show and the Aviation Museum pulled 

the Sopwith Triplane over concerns for its 
structural integrity.

On one of my flights, I was flying the Snipe 
east to west over the field when I saw an 
aircraft approaching rapidly from the west 

Dave Wightman in a practice flight over 
Rockcliffe fields.  June 1967

at low altitude. We had no indication there 
would be other traffic that day, and of course 
we had no radios on board so I simply kept 
out of his way. To my amazement, it was a 
Hawker Hurricane WWII fighter aircraft.  
We found out later that Bob Diemert from 
Carman, Manitoba had arrived at Uplands 
Airport in his restored Hurricane and decided 
to have a look at Rockcliffe.  No harm done, 
but afterwards I couldn’t help chuckling 
at the thought of someone telephoning the 

Directorate of Flight Safety and telling 
them that there had been a mid-air collision 
between a Sopwith Snipe and a Hawker 
Hurricane! There would not have been much 
left of the Snipe!  

On another of my flights, 
I made what I thought 
was a beautiful landing 
on the grass at Rockcliffe 
only to discover that I 
had landed on the cricket 
patch! No harm done 
to the cricket patch but 
I was ribbed about it 
frequently!

The Museum’s Snipe, 
E6938, was built in 
England in 1919 and 
imported to the United 
States around 1926 
by Reginald Denney. 

It became a movie star, appearing in the 
Hollywood film “Hell’s Angels”.  After 
the film was completed, E6938 became a 
museum exhibit in Los Angeles and spent the 
next 20 years or so in various US locations, 
finally becoming the property of the USAF.  
In 1953, aircraft restoration expert, Jack 
Canary, acquired E6938 and began an 
epic restoration project.  With the help of 

Nieuport 17’s crash.  “If you walk away 
from it, it’s a good landing!”

Dave Wightman says of Bob Diemert’s Hawker Hurricane: 
“WWII vs WWI - no contest!”
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interested individuals and organizations on 
both sides of the Atlantic, Canary produced 
a magnificent example of his craftsmanship.  
In 1960 it was widely acclaimed as the finest 
restoration of a WWI aircraft anywhere.  
When it appeared on the market for sale in 
1964, Snipe E6938 was purchased by the 
Canadian War Museum.

The airplane is powered by a Bentley rotary 
engine developing close to 200 horsepower.  
A rotary engine has its crankshaft fixed to the 
aircraft and the entire engine rotates about 
the crankshaft. The propeller is bolted to 
the engine in order to provide thrust for the 
forward motion of the aircraft.  The result is 
that the pilot must cope with the effects of a 
gigantic gyroscope attached to the front of 
his airplane. The way a gyroscope works is 
that if you apply a force to the gyroscope, 
the gyroscope will move in a direction 90 
degrees away from where the force was 
applied.  Everyone who has ever held a small 
gyroscope in their hand will be familiar with 
this effect.  In the Snipe the result for the 
pilot was that in a right turn the nose would 
drop and in a left turn the nose would rise.  
So the pilot had to use left rudder no matter 
which way he was turning, just more of it in 
a left turn. I am sure there was some reason 
for this bizarre design but it has been lost in 
the mists of time. Suffice to say, the stability 
characteristics of the aircraft would be totally 
unacceptable in a modern fighter!

Another interesting feature of WWI airplanes 
was the lubrication system attached to the 
engine.  Castor oil was the lubricant used and 
it was a simple flow-through system.  A tank 
full of castor oil fed the lubricant through 
the engine and vented it overboard. There 
was no recirculation of the oil.  Now we can 
understand the need for the white scarf pilots 

Dave Wightman: “So this is what a rotary 
engine looks like!”

wore. Their goggles quickly became coated 
with castor oil and required frequent wiping.  
Not only that, but the pilots ingested significant 
quantities of castor oil flying several missions 
per day, which presumably meant that they 
did not suffer from constipation!  Mercifully, 
our flights were so few and so short that we 
did not experience this difficulty.  (Following 
Bill Long’s head injury I decided to wear 
my standard jet hard hat during the practice 
flights but wore a leather helmet and vintage 
goggles for the show day.  And of course, the 
obligatory white scarf!)

The Bentley rotary engine started very 
reliably with a couple of hand pulls from the 
ground crew. There were three levers which 
the pilot used to adjust the engine rpm.  There 
was a throttle control, a mixture control, and 
a spark advance control.  I don’t think any of 
us ever figured out exactly how to set these 
levers properly, but after fiddling around with 
them until the engine was running more or 
less smoothly, we simply left them alone.  
“If it ain’t broke, don’t fix it!”  The airplane 
was designed with something called a ‘blip 
switch’.  This was a pushbutton mounted on 
the control stick and operated by the pilot’s 
thumb which cut the ignition completely, 
allowing the engine to freewheel. Using the 
blip switch to control all descents, especially 
for final approach and landing, meant that the 
engine was either at full throttle or cut off 
completely according to the flight profile.

On 1 June 1967, having become more or 
less comfortable flying the Camel and the 
Snipe, Paul Hartman and I launched twice on 
a perfect morning so that photographs could 
be taken of the two historic aircraft in flight.  
The picture of the Camel and the Snipe 
in formation over the Ottawa River was a 
unique and evocative photo.  It eventually 
graced the cover of Ken Molson’s book*** 
which Canada’s National Aviation Museum 
published in 1988.

At last, on 10 June 1967, the team arrived 
at Rockcliffe for the Centennial Airshow.  A 
large crowd had assembled and there was a 
celebratory feeling in the air.  A well-known 
vintage aircraft collector, Cole Palen of Old 
Rhinebeck, NY, had agreed to put in an 
appearance with a Bleriot monoplane and 
Bob Diemert would fly his Hurricane, this 
time fully coordinated with the rest of us.

As far as the museum aircraft were concerned, 
we conducted the flying display with great 
care due to the value of these priceless 
exhibits.  We limited ourselves to a series 
of level flypasts close to the crowd with the 
pilot waving at the onlookers and waggling 
his wings rather gently. At each end of the 
pass, a climbing ‘chandelle’ turn would be 
performed to reverse course for another pass.  
The level part of each pass was performed at 
an altitude of 100 feet or less and at a speed of 
around 75 knots (the equivalent of about 140 
km per hour).  The audience had an excellent 
close-up look at the old aircraft and a good 
whiff of castor oil to boot!

After we all landed and shut down our 
engines, we climbed out and bade farewell 
to what, for me, was the most memorable 
flying experience of my entire career. That 
was true in spite of the fact that I was flying 
a variety of different aircraft types during the 
same period in my job as Senior Test Pilot 
at the Central Experimental and Proving 
Establishment.

A single page in my logbook shows that I 
was flying the Sopwith Snipe, the Canadair 
Argus 4-engined Maritime patrol aircraft, the 
Canadair T33 jet trainer and the Lockheed 
CF-104 supersonic jet fighter concurrently.  I 
doubt there is another logbook page to match 
it anywhere!

* Paul Hartman was inducted as a member of Canada’s 
Aviation Hall of Fame in 1974.  His biographical 
story can be found in They Led the Way: Members of 
Canada’s Aviation Hall of Fame, Volume 1. 1999

** Now called Canada Aviation and Space Museum

*** Molson, Kenneth. Canada’s National Aviation 
Museum: Its History and Collections. 1988

MGen Wightman beside the CF-104: “This 
is my other steed - quite a comparison!!”
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Celebrating New Members for CAHF
Photos Supplied

We continue our “Celebrating Canada” theme in 
this issue of The Flyer.  This is another special year 
for The Hall of Fame, and we want to tell you about 
the four new members, plus the “Golden Hawks”, 
which will receive the Belt of Orion for Excellence.

Come and meet our new inductees as we celebrate 
Erroll Boyd, Bob Deluce, Daniel Sitnam and 
Rogers Smith. They will be inducted during 
ceremonies on June 15th in the East Concourse of 
the Terminal of Vancouver’s International Airport.

Erroll Boyd
Erroll Boyd flew for Canada 
in the Royal Naval Air Service 
during the First World War. He 
flew anti-Zeppelin operations 
over the UK, and coastal patrols 
from Dunkirk. He survived 
mishaps in combat flying and 
was interned in Holland after being shot down. 
After the war he flew mail along the St. Lawrence 
and soon took on long distance record-setting 
challenges, flying over water to Bermuda and later 
to Haiti.  

He rose to fame as the first Canadian to fly across 
the Atlantic in the more hazardous flying conditions 
of October. He and his navigator, Harry Connor, 
took off from Harbour Grace, Newfoundland, on 
October 9, 1930, flying the same Bellanca aircraft 
he used in his previous over-water flights. After 
17 hours flying time, he was forced to land in the 
Scilly Isles when a blocked fuel line, with 100 
gallons of fuel left, necessitated the landing. They 
continued the next day to Croydon, England, the 
original destination.  

After his transatlantic flight, Boyd spent the rest of 
his life promoting aviation, and co-founded the Air 
Scouts of Canada that laid the foundation for the 
Air Cadet organization.   
Recommended reading: Ross Smyth. 
The Lindbergh of Canada: The Erroll Boyd Story.  1997

Robert “Bob” Deluce
Canadian airline executive 
Robert “Bob” Deluce has been 
engaged in the aviation industry 
all of his life. He began working 
for his parents’ White River Air 
Services in northern Ontario 
as a teenager in the 1960s. 
His subsequent career has taken him through a 
succession of positions in a host of Canadian 
aviation companies operating mainly in central 
Canada.

Chief among them are norOntair, Austin Airways, 
Air Creebec, Air Manitoba, Air Alliance and 
Canada 3000.  In 2000 he began discussions 
which culminated in the launch of a new concept 

in regional air travel from the then Toronto Island 
Airport in October 2006 under the banner of Porter 
Airlines, using 20 new Bombardier Q400 aircraft 
and providing a “refined flying experience” at 
modest fares.

Bob Deluce is highly regarded in aviation and 
business communities, and the recipient of several 
honorary doctorate degrees. His company has 
grown to become a real power in the heavily 
travelled eastern Canada area and has expanded 
into U.S. destinations. A former Minister of 
Transport credits Deluce with saving the Toronto 
Island Airport, now named Billy Bishop Toronto 
City Airport, from ultimate failure.

Daniel A. Sitnam
Daniel A. Sitnam has amassed 
an outstanding record as 
an entrepreneur in rotary 
flight operations in British 
Columbia. He is one of the 
industry’s most progressive 
and admired company leaders. 
Thirteen years after a chance encounter led to his 
first experience with helicopters, he launched, 
with partner Alistair MacLennan, Helijet Airways, 
offering two-crew, twin-engine IFR harbour to 
harbour services between Vancouver and Victoria.

Thirty years later he is still president and CEO 
of Helijet International and its subsidiary, Pacific 
Heliport Services.  Besides some 300 IFR certified 
scheduled flights weekly between Vancouver, 
Victoria and Nanaimo, Helijet operates BC’s largest 
medivac service with both helicopter and fixed-
wing aircraft. In addition to guiding this company 
to success where many others failed, Danny 
Sitnam is legendary for his proactive mentoring 
and development of staff, especially female flight 
crew, and his insistence on core company values 
of safety, customer dedication, mutual respect and 
trust and professionalism. His accomplishments 
have been recognized by the Helicopter Association 
International and the BC Aviation Council.

Rogers Eben Smith
Rogers Eben Smith is one of 
the most renowned test pilots in 
the western world and has been 
recognized internationally 
as such by his peers for 
many years. He received 
his aeronautical engineering 
degrees from the University of Toronto, following 
which he served as a fighter pilot in the RCAF. 
A lack of test flying opportunities led him to the 
National Research Council’s National Aeronautical 
Establishment (NAE) where he was involved with 
automated stability trials on helicopters.

Dual citizenship allowed him to accept an offer 
from NASA to join its test pilot program and then 
the Cornell Aeronautical Laboratory where he was 
heavily engaged in developing fly-by-wire systems.  
A return to the NAE as chief test pilot was followed 
by 18 years at NASA’s Ames Research Center in 
California, from which he retired as chief pilot and 
director of flight operations. His experimental test 
flying there has been characterized as being at the 
frontiers of knowledge.  

Known as one of the “Canadian mafia” among test 
pilots worldwide, he went on to work for SAAB, 
EADS and Dornier and to lead the Society of 
Experimental Test Pilots.

The Royal 
Canadian 
Air Force 
“Golden 
Hawks”

The Royal Canadian Air Force “Golden Hawks” 
aerobatic team will receive the Belt of Orion Award 
for Excellence.

The RCAF “Golden Hawks” aerobatic team 
was formed in March, 1959 to celebrate the 50th 
anniversary of flight in Canada and the 35th 
anniversary of the RCAF. It was the first official 
Canadian national aerobatic team and its mandate 
was to showcase RCAF capabilities to the Canadian 
public.

The “Golden Hawks” were to operate Canadair F-86 
Sabre Mk 5 aircraft from RCAF Station Chatham 
and to exist for one year.  From a standing start, the 
team under the leadership of S/L Fern Villeneuve 
(CAHF 2006 inductee) developed a brilliant 
non-stop program featuring new formations and 
routines not previously used and had an extremely 
successful 1959 airshow season.

Though stood down at the end of the season, popular 
demand resulted in the team’s reinstatement and 
it embarked on an unparalleled record of success 
until it was disbanded in 1964 after 317 shows, a 
100 per cent serviceability rate and an estimated 15 
million spectators.

The legendary team became a symbol of the 
professionalism, skill and daring needed to be 
a fighter pilot in the RCAF. Its legacy lives on 
50 years later in the form of names of sports 
teams, trophies, films and aircraft on display in 
the trademark metallic gold and red livery of the 
“Golden Hawks” Sabres.  CAHF’s 2015 inductee 
Col (Ret’d) George Miller flew with the team in 
1962-63. The contribution of the “Golden Hawks” 
to Canada’s aviation story was profound and well 
merits the award of the Belt of Orion.
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100 Years Ago:

1917 - January 1 - Canadian Aeroplanes Ltd. of 
Toronto completed the prototype Curtiss JN-4.

1917 - April 9-12 - The Battle of Vimy Ridge: the 
epic battle fought in the Calais region of France 
saw aircraft being used for the first time in warfare.  
Bi-planes such as Nieuports, Sopwith Pups, Avro 
504 were used in reconnaissance, as fighters 
and bombers. The battle is often referred to by 
historians  as “The defining moment in Canada’s 
history” and “The day Canada became a nation.” 

To mark the centennary of the battle, a group of 
retired Canadian airmen from BC will participate, 
flying their replica Nieuports and Sopwith Pups 
over the Vimy Memorial on April 9th.  The RCAF 
is providing transport service for the four Nieuport 
replicas plus the two Sopwith Pups aircraft to 
France.

Following the Vimy celebrations, the six aircraft will 
be returned to Canada to begin a cross-country 
expedition, stopping in Ottawa for a July 1st fly-
past, then on to cross the the rest of Canada, 
arriving home in Langley, BC in the fall.

1917 - June 2 - Captain W.A. (Billy) Bishop* 
became Canada’s first airman to win the Victoria 
Cross.

1917 - September 22 - The first destruction of 
a German submarine (UB-32) took place in the 
North Sea by a Curtiss H-8 aircraft.

90 Years Ago:

1927 - May 20-21 - Charles Lindbergh flew the 
Spirit of St. Louis from New York to Paris in a solo 
non-stop flight of 33.5 hours.

1927 - June 8 - The RCAF tested the controllable-
pitch propeller invented by Rupert Turnbull*, who, 
although not a pilot, set up his own research lab, 
including a wind tunnel, to test his theories on 
properties of airfoils and efficiency of propellers.  
The test flights were conducted on an Avro 504K 
at Camp Borden, ON. 

85 Years Ago:

1932 - December 30 - Canadian Airways Ltd. was 
the last airline to issue airmail postage stamps that 
were authorized by the Post Office.  This regional 
passenger and freight air  service, based in 
Winnipeg, was established by James Richardson* 
in 1930.

80 Years Ago:

1937 - April 10 - Trans-Canada Airlines* was 
created by the Federal Government. 

1937 - May 4 - The RCMP Air Division* accepted 
its first aircraft, a DH-90 Dragonfly.

1937 - May 6 - The German dirigible Hindenburg 
exploded at Lakehurst, New Jersey, USA.

1937 - September 1 - Trans-Canada Airlines flew 
its first regular service, on the Vancouver, BC to 
Seattle, WA, USA route, in a Lockheed 10A Electra.

1937 - December 21 - The first flight of the Canada 
DH-82A Tiger Moth took place at Downsview, 
Ontario.

75 Years Ago:

1942 - March 2 - The RCAF accepted the first 
Boeing Stearman Model D training aircraft.

1942 - March 29 - The production of Spitfire 
aircraft reached an all-time peak in one day, 134 
aircraft.

1942 - May 16 - Canadian Pacific Railway began 
Canadian Pacific Airlines*.

1942 - July 18 - The world’s first operational jet 
aircraft (Messerschmitt 262 fighter-bomber) made 
its first flight in Germany.

1942 - September 23 - The first flight of the 
Canadian-built DH Mosquito aircraft took place at 
Downsview, ON.

1942 - November 7 - The RCAF formed 427, 428 
and 429 Bomber Squadrons, flying Wellingtons, in 
England.

70 Years Ago:

1947 - April 5 - The Royal Canadian Navy’s aircraft 
carrier, HMCS Magnificent was commissioned to 
replace HMCS Warrior.

1947 - August 16 - The de Havilland DHC-2 Beaver 
made its first flight at Downsview, ON.

1947 - October 14 - Chuck Yeager exceeded the 
speed of sound in the rocket-powered Bell X5-1.

65 Years Ago:

1952 - December 4 - The first flight of the Grumman 
Tracker prototype took place.  It was built for use 
in anti-submarine operations.

1952 - December 18 - An Avro CF-100 Canuck 
exceeded Mach 1 in a dive while piloted by Jan 
Zurakowski*.  It was the first straight-winged 
aircraft to do so without rocket power.  It was a 
jet interceptor / fighter serving in the Cold War in 
NATO bases in Europe and as part of NORAD. 

60 Years Ago:

1957 - October 4 - The Avro CF-105 “Arrow” rolled 
out at Malton Airport, ON.  It first flew on March 

25, 1958: this interceptor was considered to be 
the most advanced technical and aerodynamic 
achievement for the Canadian aviation industry.  
Chief Test Pilot was Jan Zurakowski, who reached 
Mach 1.90 in level flight.  The Arrow program was 
cancelled on February 20, 1959.

55 Years Ago:

1962 - December 8 - The first flight of a Bell 206 
Kiowa helicopter took place at its manufacturing 
plant at Mirabel, Quebec.

50 Years Ago:

1967 - Jan 27 - The Outer Space Treaty, outlawing 
nuclear weapons in space, was signed by the 
United States, the United Kingdom and the Soviet 
Union. It states that exploration of outer space 
shall be done to benefit all countries, and bars the 
placing of any type of weapons in orbit of Earth, 
installing them on the Moon or other celestial body, 
or stationing them in outer space. As of 2017, 105 
countries are part of this agreement.

1967 - October 3 - The fastest manned-aircraft 
flight, by William J. Knight in a X-15A-2 was 
recorded at 4,532 mph.  The North American X-15 
was a hypersonic rocket-powered aircraft operated 
as part of a series of experimental aircraft.  It set 
speed and altitude records in the 1960s, reaching 
the edge of outer space, gathering valuable data 
used in aircraft and spacecraft design.

35 Years Ago:

1982 - March 25 - The SPAR Aerospace 
“Canadarm” aboard the Columbia space Shuttle 
lifted its first operational payload (300 pounds).

1982 - July 29 - The first flight of the CF-188 
Hornet, reaching a speed of Mach 1.6, took place 
at St. Louis, Missouri, USA.

1982 - October 25 - The Canadian Armed Forces 
accepted the first two CF-18 Hornets fighter 
aircraft at CFB Uplands, Ottawa, ON.

25 Years Ago:

1992 - January 22-30 - Roberta Bondar made her 
first flight into space aboard Shuttle Discovery, 
becoming Canada’s first female astronaut, and 
first neurologist in space. Following this flight, 
she spent more than a decade as NASA’s head of 
space medicine.

Note: The asterisk * indicates that the person has 
been inducted as a Member of Canada’s Aviation 
Hall of Fame. An asterisk beside the name of an 
organization indicates it has received The Hall’s Belt 
of Orion Award for Excellence, except Trans-Canada 
Airlines, which was inducted as a Member in 1974.  
Although it is recognized as an organization, there 
was no Belt of Orion Award at the time.

A Brief Look at History in Aviation
Mary Oswald



We Tell the Story - Denny May
How often has someone asked you to share a story:  about a member of your family, or 
your own story, or an event that was meaningful, and how often have you shared that story?  

Over the years, stories about my dad  “Wop” May have been published and I kept finding 
errors in those stories - ones that have suggested he did things he didn’t - it has been 
suggested he shot down the Red Baron, how his hands were frozen to the controls and 
he had to have them pried off - there were many more truly strange stories. I decided to 
try and correct those stories by contacting authors, publishers and more recently web site 
managers.  Then I decided to write the stories and my sister-in-law, Sheila Reid, agreed to 
write a biography which we worked on together - “Wings of a Hero - Ace Wop May” was 
published in 1997.  

Over the years, people told me stories about my dad and their experiences with him - that 
started another book “More Stories About Wop May by his son Denny May” - half of that 
book shared those stories people told me and I decided to add chapters on ‘May Airplanes 
Ltd’., and ‘Commercial Airways’.   It was published in 2011.

20 years ago Marg and I started telling the stories in person - it started with slide shows 
and now we have several Power Point presentations we share with groups. We have spoken 
to over 12,000 people at Schools, Church Groups, Seniors Groups, Community Leagues, 
Stamp Collectors Conventions, Canadian Clubs, Aviation Museums, Flying Clubs, Fly-
in-Breakfasts, Flying Farmers groups, Air Cadet Squadrons, Scouts Groups, United Way 
gatherings, the Staff at an RCAF SAR unit, private groups, the 2004 convention of the 
“Para-Rescue Association” and the 2007 League of World War One Aviation Historians 
Convention in Washington D.C.  

We have travelled to all corners of Alberta and into B.C. and Manitoba to tell “The Wop 
May Story”.  We share other stories too: “The 1929 Mercy Flight to Fort Vermilion”, “The 

Celebrating A Member of The Hall - 
Wilfrid “Wop” May

Search for the Red Baron” and “The First Airmail to the 
Arctic”. We have spoken to groups as small as 8 people, and 
as large as 300 students in a school gym.

We don’t charge anything for our story-telling events.  We 
do require that the host provides a power point projector, a 
screen, and if it’s a large group, a P.A. system. We also suggest 
that a donation be made to “Canada’s Aviation Hall of Fame”.

Every event brings new surprises and opportunities.  We have 
met wonderful people, W.W. II veterans, old and new pilots, 
curious school kids with their delightful questions. We have 
also met people who knew my Dad, or worked with him, or 
offered him a bed or a meal.

So, how about telling your story, the story of your Mom, your 
Dad, your family - it’s easy to do, great fun and you will help, 
as we do, to keep history alive.

                Denny and Margaret May, 2017

Photo by Denny May

Remembering...
Mary Oswald

with NASA on the Augmentor Wing Research Aircraft from 
1972-1983, citing his outstanding contributions in the field of 
air operations as an engineering test pilot. Seth also test-flew 
numerous aircraft, participated in accident investigations, 
designed emergency and safety procedures and had many 
research papers published. In a flying career that spanned 
nearly five decades, he flew more than 170 different types 
of aircraft, including gliders, helicopters, single and multi-
engine aircraft and supersonic jets. Seth retired from active 
flying in 1986.

In 1988, he was elected as a Fellow in the Canadian 
Aeronautics and Space Institute.  He was a life member of the 
Society of Experimental Test Pilots.  In 1990, he was inducted 
into Canada’s Aviation Hall of Fame with the tribute, “During 
his long and distinguished career, his dedication to research 
and experimental flying had improved the future of Canadian 
aviation.” 

Seth was predeceased by his beloved wife Margot to whom 
he was married for 66 years. He will be greatly missed by 
his two sons, David (Margaret) of Bedford, NS, and Mark 
(Evelyn) of Burnaby, BC, two granddaughters and one great-
granddaughter.

GROSSMITH, Seth Walter
CD, B.Eng., FCASI
1922 – 2017

The Hall sadly announces the passing of its member, LCdr 
Seth W. Grossmith RCN (Ret.), who passed away on 
March 17, 2017 in Ottawa. 

Seth enlisted in the RCAF and obtained his wings in 1940.  
He served as a flight instructor in the BCATP in Canada 
before being posted overseas, flying Lancasters with 635 
Pathfinder Squadron in the RAF Bomber Command.

After the war, Seth attended McGill University and 
graduated as an Electrical Engineer in 1951. He then joined 

the Royal Canadian Navy as a pilot and went to England, where he graduated as a test pilot 
from the British Empire Test Pilot School in Farnborough in 1954.  He had a rewarding 
career as a naval test pilot and executive officer with VX-10 Squadron.

After retiring from the Navy in 1966, he went on to a successful career as a civilian test 
pilot, both with private industry and government.  His tenure at Transport Canada included 
a secondment to NASA at the Ames Research Centre in California. 

He was awarded the McKee Trophy, the oldest aviation award in Canada, for his work 
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