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LEWIS:  My name is William D. W. Lewis, commonly known as Bill Lewis.  Born in 

Manson Creek, BC, twenty-fourth of May 1933.  In reserves for a couple of years, in 

1950.  Joined the regular force in 1952 and retired in 1989.  Went to Officer Candidate 

School and then the School of Artillery, 2RCHA, X Battery, the 79th Field Regiment 

RCA.  On to 3 RCHA, back to the School of Artillery, 3RCHA, and then to Primary 

Training School, RCAF Station, Centralia.  Light Aircraft School, Rivers.  1 Air OP 

Flight in Petawawa, which became the Air OP Troop 4 RCHA.   Did six months at 

Nicosia Headquarters in Cyprus.  Then back to the Air OP in Petawawa.  Canadian 

Forces Headquarters, then Army Staff College, back to Canadian Forces Headquarters.  

Then the Air OP Troop in 1RCHA, Germany.  And subsequently, I was the first 

commanding officer of 444 Tactical Helicopter Squadron at Lahr.   

 

INTERVIEWER:  So, Bill, how would you like to continue then by telling us how and 

when you were trained as a pilot?  How you came around to be a pilot? 

 

LEWIS:  Well, right.  The selection, of course, was made by the Directorate of Artillery 

in Canadian Forces Headquarters.  But I had requested Air OP training.  Was 

subsequently sent off to Centralia for an aircrew medical and the aircrew aptitude testing.  

That took about a week.  Then cooled your heels back in the unit waiting to see whether 

you were being accepted for training.  And, to my joy, I was.  My ab initio training was 

done at the Primary Training School, at RCAF Station, Centralia, November 1960 to 

February 1961.   

 

Now, needless to say, there were very few Army pilots there that were candidates.  Large 

number of -- in the school there -- were flight cadets.  And they were there basically on a 

25 hour Chipmunk course, which as I understood it, was largely a selection course.  They 

were taught a little bit about flying.   

 

However, B Flight at Centralia was for Army pilots.  And there were five on my course.  

We logged about 65 hours in Chipmunks, plus ground school, and that took three months.  

Now, in addition to the same 25 hours that the flight cadets did, we were -- in order to fill 

up the time because we weren’t going on to Harvards -- we were going straight from 

Chipmunks to L-19s.  We did a full aerobatics course which was really a barrel of 
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monkeys.  Great fun because most of the instructors were ex-Sabre pilots -- F-86 pilots -- 

and they just enjoyed pretending to be fighters in Chipmunks. 

 

INTERVIEWER:  So what sort of maneuvers would you do on your aerobatics course? 

 

LEWIS:  Oh, all the rolls and stalls and chandelles and Cuban eights, all sorts of things 

that were great fun. But what would happen is, there’d be two students out there with two 

ex-F-86 pilots.  They’d do air fighting.  No weapons, of course. But you’d try and get the 

other one in your so-called sights.  You’d come out of a loop, roll off the top and spin out 

of it to get away from him.  We were pretty familiar with that Chipmunk then. 

   

In addition to that, they had us do what the Air Force called low-level navigation.  We 

thought that was pretty great at the time because we were just new at it but it turns out it 

was 500 feet above ground.  When you think about what we did later, that really wasn’t 

low-level navigation but it was a good break-in.  We thoroughly enjoyed our time in 

Centralia.   

 

I guess the footnote I’d like to put on there is that the ground school instructors and the 

flying instructors were just first class.  Their backgrounds -- they were right fresh off a 

real active flying tour.  They came there and they were great in terms of motivating us 

five Army pilots to go on.  They kind of looked down their nose at the Army a little bit.  

That sort of gave us the idea that we’d never fly Sabres.  Nevertheless, it was great fun.  

They were all really good instructors. 

 

INTERVIEWER:  What were some of the courses that you studied when you were in 

ground school? 

 

LEWIS:  Well, there was -- there was aero engines.  And there’s kind of a neat one.  We 

had Peter Dudley, who was Armoured Corps and the owner of a Porsche.  And Wayne 

Barkley was a farmer from Manitoba.  Everything to do with aero engines was either 

compared to a John Deere engine or a Porsche engine.  Then there was mech. I was just 

saying a minute ago, Mr. Bush, a very serious fellow that couldn’t understand why I was 

getting a hundred percent in all the mech exams.  That was based on a three month Army 

mech course that I’d had before he even thought about flying.  We had a good time there.  

I filled in for a couple of weeks while he was sick.  I think everybody learned there, but 

we…   

 

It was interesting, the safety equipment thing.  My first even thought of a parachute was 

this flight sergeant said, “Well, gentlemen,” he said, “remember if the parachute doesn’t 

open,” he said, “you cross your legs when you go in.  He said, “That way we can screw 

you out of the ground.”   

 

The other thing was a little interesting at Centralia -- in the winter time, of course, and we 

weren’t allowed to be issued with the nice new RCAF winter flight suits.  We had to wear 

an issue that was about three or four generations before that.  They looked like double 
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lined coveralls that really weren’t good enough to get under a vehicle.  But, somehow or 

other, they weren’t allowed to issue them to Army pilots.   

 

INTERVIEWER:  Bill, after you finished flying at Centralia then, how soon was it before 

you went into the next step of your flying career? 

 

LEWIS:  It was just a matter of a couple of weeks and we were at the Light Aircraft 

School at CJATC in Rivers.   We were there from February ’61 to May ’61.  Same five 

students.  We all logged about 135 hours in the L-19s plus our ground school.  That took 

us the three months.  At the end of that we had our wings, our Army wings.  

 

Can’t say the same about the instructors at Rivers that I did about the ones at Centralia.  

Some of our ground school instructors were not that great because they had little or no 

experience.  They weren’t either armour or artillery background.  Not to bad-mouth the 

Army Service Corps, but they’d either got their pilots training in the States or going 

through the Centralia thing.  Not spent any time in a unit.  They’d been around Rivers 

and they just filled in doing things on ground school.  I think there was only one artillery 

flight instructor there at the time.  No Armoured Corps flying instructors there at the 

time.  The instructors, I shouldn’t bad-mouth them too much, but they just didn’t have the 

same up and go that we saw out at Centralia.  They didn’t know what their future was 

going to be, whether they were going to stay on or go up.  And they had no experience to 

draw upon.  Some of them had been out to an exercise in Wainwright or Petawawa, but 

again, without the proper equipment and not in a formed unit, an ad hoc thing.  So they -- 

it just wasn’t what it could have been.  

  

At Rivers, the basic field maneuvers you were taught and the handling of the L-19 was 

good.  We were taught how to handle the airplane well.  When I came out of there, I had 

absolute confidence in myself, that I could handle that L-19, do anything with it that it 

was meant to do.  And that’s the way I tried to do all of my flying career.  To be better 

than the airplane that I was flying.   

 

INTERVIEWER:  So you got a good start to your flying career and I hear you saying that 

you were well prepared through the L-19 course. 

 

LEWIS:  Yeah.  I would say so.  But where you really start to learn is when you get on a 

unit and things really start to happen and it comes a little bit closer to the real world.  

When you’re on a course, you’re following a lesson plan.  There are not a whole lot of 

things happening at once.  You’re just concentrating on that particular item.  You get a 

chance to thoroughly master that item.  And, I guess, get ready for when, oh, a lot of 

things are happening all at once.  That’s when you get it, on the unit. 

 

INTERVIEWER:  Bill, perhaps you could comment of the instrument flying training that 

you had? 

 

LEWIS:  Well, my first comment would be the lack there of.  You had some basic 

instrument training on usual latitudes at Centralia and then again at Rivers.  And you did 
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a few GCAs there and did some very basic training.  My experience is, or my opinion is, 

that there should have been some more formal instrument training very, very early on.  I 

think the attitude was that Army -- you don’t need the darn thing.  But in fact, in 

peacetime, there were many an occasion where formal instrument would have been much 

better.  I can quote two particular cases.   They were both pilots flying 182s, where no 

proper instrument training at all and I’m convinced that if they’d had formal instrument 

training, they would probably still be alive today. 

 

My formal instrument training happened a few years later in 1963.  I was at #1 Advanced 

Flying School at Rivers.  Sixty hours on the Expeditor 3 and another 27 on the GPT plus 

the ground school, and that gave me my RCAF instrument ticket which stood me in good 

stead from then on.   

 

INTERVIEWER:  Bill, my understanding is that you were posted directly into an 

operational Air OP right after you finished your flying training at Rivers. 

 

LEWIS:  Yes, that’s correct.  I was one of the lucky ones.  As a matter of fact, the other 

gunner pilot on the course was posted right in to the one in Shilo right after.  I was posted 

to 1 Air OP Flight RCA in Petawawa.  We had six L-19s.  There was a major who was 

the commanding officer -- that was Peter Dees[?] -- plus seven captain pilots.  Now 

those, six of those pilots, were considered to be section commanders.  The seventh 

captain was what they called the IR pilot or the immediate reserve pilot.  He acted as sort 

of the 2IC of the Flight and he was the administrative officer and he was the reserve pilot 

when the others weren’t available.   

 

Now the Air OP Flight was a self-contained unit. The commanding officer at that time 

answering directly to, let’s see, the Brigade Headquarters.  It had all its first and second 

line aircraft maintenance, QM and supply capability, their own vehicle mechs, had our 

own kitchen.  We had our own photo van, which by the way we were supported, for 

photography purposes, from the Whitehouse, down at Rockcliffe.  Just as the CO of 

RCAF Station, Rockcliffe was our commanding officer for flying discipline.   

 

All of the aircraft trades at that time were RCAF under a flight sergeant.  But early in the 

summer of 1961 all the trades were then converted to RCEME.  And they were men that 

had been vehicle mechanics or radio mechanics or instrument mechanics.  In the other 

part of the world, we were all given the aviation training.  Actually, that worked out well.  

The RCEME guys -- we were a little concerned initially but they knew how to get along 

in the field very well.  They understood what the Army was up to.  Much to our surprise, 

it turned out to be just absolutely first class. 

 

INTERVIEWER:  What flying equipment did you have then in an Air OP troop? 

 

LEWIS:  Well, we had our six L-19s.  And of course, those L-19s had a fair amount of 

equipment with them initially.  They had two bomb shackles under each wing.  You 

could take 250 pounds on each shackle so you had a capability of a thousand pounds.  

That was used for supply drop.  We also used that. We had a bundle that you wrapped up 
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a bunch of these quarter mile doughnuts of WD1 Sigs wire.  You could lay signals wire.   

Don’t think that wasn’t barrel of monkeys, low level across the tops of trees.  And you 

flew with flap down so you were nice and slow and your finger right on, ready to pickle 

the thing off if you got tangled up.  It seemed to work all right.  The Sigs people didn’t 

like recovering the wire but fortunately that wasn’t a problem of our organization. 

 

We had skis, of course.  Subsequently, we had floats in Petawawa.  My float checkout 

was locally by Sam Pinkerton, who was the OC of the Flight at the time. And in a matter 

of hours, I became the Flight float check pilot and taught everybody else who went 

through the place how to handle that. 

 

INTERVIEWER:  What sort of extra capability did floats and skis give you in the Air OP 

troop? 

 

LEWIS:  The floats -- depended on where you might be going.  But we never really used 

those on exercises.  It was a matter of training and getting people familiar with them.  

The skis -- couldn’t get along without them, of course, on lakes and on fields and used on 

winter exercises.  And of course, the skis were retractable.  You could land on wheels or 

take off on wheels and land on skis.  You just had to remember, if it was ice you were on, 

you had to pick out whether it was going to be wheels or skis.  If you heated up those skis 

too darn much, as soon as you got stopped, you had to get some evergreen boughs and 

taxi up on to the darn things.  Otherwise, you’d be frozen in.  But, no, the skis you 

couldn’t live without.   

 

Let’s see.  The other things that were pretty interesting was the Hulcher, wing mounted 

camera.  And of course, we had an intervalometer.  We could take verticals or obliques.  

That was a 70 mm camera.  A very good piece of equipment. We also had a F-95 camera, 

a handheld camera, which replaced the old … 

 

INTERVIEWER:  K-20. 

 

LEWIS:  K-20.  A World War II camera.  That was the same camera that they had three 

on board the Argus, a Maritime Patrol aircraft.  There was one on the nose, one on the 

waist and one on the tail. 

 

INTERVIEWER:  What was that called again? 

 

LEWIS:  That was the F-95 camera.  Again, it was a 70 mm camera, handheld, 

electrically powered.  You had to plug it in the aircraft to work it.  But far superior to the 

K-20.   When the K-20 wasn’t working, we were using the speed-graphic.  The speed-

graphic out the window with the wind blowing on the side of the bilge, you always had 

one curved side to your photograph. 

 

Let’s see.  One of the interesting things that I was tasked to do with that, using the 

Hulcher.  They tried to get Photo 8 Squadron, which at the time was in Rockcliffe, a 

Lancaster doing air photo work.  They needed new maps and they needed up to date 
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information on that Provincial Park running north of Parry Sound.  So I was sent over 

there with a L-19 on floats.  Our photo van came along.  We spent a week doing vertical 

line overlaps, photographing that Provincial Park there.  Not a true Air OP role but an 

interesting aside. 

 

INTERVIEWER:  Just for the person who’s listening, how do you spell Hulcher? 

 

LEWIS:  H u l c h e r.  Correct. 

 

INTERVIEWER:  Bill, this is absolutely excellent.  Tell me more about the L-19 and 

some of the equipment that it had. 

 

LEWIS:  Well, one of the interesting things is, when I arrived we had a little bit of a 

survival kit which would fit in a map pocket.  Along came the RCAF in this thing and 

issued us with survival kits.  Turns out later they were the ones that were carried on board 

the Expeditors and the Dakotas.  This thing would be about two feet by eighteen inches 

by about ten inches deep, orange in colour.  We said, "That can’t go in there.  Put it 

behind the back seat."  And of course, that takes up too much room.  You’ve got weight 

and balance considerations.  They said, “Well, hang it on the bomb shackle.”  Well, could 

you imagine heading out on a three or four-hour flight with this survival kit hanging on 

one of those bomb shackles?  You’d end up with your leg tired.  And, of course, that was 

one problem with the L-19.  It didn’t have any aileron trim on the thing.  All we had was 

elevator trim.  Anyway, the survival kit, we left them back in Petawawa most of the time. 

 

Wing covers were an interesting thing.  You wanted them for frost or the wintertime 

when you’re out on exercises with snow.  We didn’t really have any proper wing covers 

issued that fit.  We had them there but they were khaki in colour.  They all seemed to be 

about six inches too short in every direction.  So we managed to get a hold of some old, 

white parachutes.  That’s what we used for wing covers.  Draped them over.  

 

One of the interesting things was the paint jobs that were on these.  Of course, the L-19s, 

when they first arrived from the States, were silver with proper markings on them.  They 

eventually became olive drab.  They were olive drab with black lettering and numbers on 

them.  All of a sudden, we get -- we sent it down to Trenton, an airplane to be painted.  It 

came back with white lettering and numbers.  And of course, there was a not-to-be-

named, lieutenant colonel was out at the Flight one day.  I said, “I can’t understand who 

the hell would be so stupid as to order these things to be white on olive drab.”  He said, “I 

ordered that when I was in DLAW in Ottawa.”  So I turned around and walked away. 

Anyway, eventually we got them back to black, the lettering and the numbering.  There 

was a camouflage colour scheme again, black on camouflage.   

 

The next funny thing about the paint jobs on the things is when we had to go bilingual.  

And it says Canadian Forces on either side of the roundel on one side of the airplane and 

Forces Armees Canadienne on the other side.  And, of course, the big joke was, when 

you’re in Ottawa, you fly clockwise or anti-clockwise around the Peace Tower, 

depending on which language was being spoken.  Shouldn’t be facetious about that. 



  31D 4 LEWIS 

         1, place Vimy Place, Ottawa, ON  K1A 0M8 
   

 

We had no Mae Wests and we had no wet suits.  In the normal course of things, you 

don’t need that except when we were deployed to Newfoundland to the forest fires.  That 

became a bit of a problem.  Maybe we can talk about the forest fires in Newfoundland in 

a few minutes here. 

 

All of a sudden, we got Army flying suits.  We were wearing RCAF flying suits.  General 

Moncel was the Quartermaster General at the time.  And he’d had a quickie course and 

he had a set of Army wings.  The next thing you know, we had very light tan coloured 

flying suits, winter and summer.  The farthest thing from being good for camouflage that 

you could ever imagine, you know.  The RCAF coloured flying suits were far better for 

camouflage.  But anyway, there we were all decked out in our Army flying suits until 

they found out what happened out at Rivers.  There was two of our Army pilots at Rivers, 

in the H-12, the H-13.  Peter Mione[?] was the one I remember. 

 

INTERVIEWER:  And Bill Marshall. 

 

LEWIS:  And Bill Marshall.  Right, that’s the other one.  And they were in an accident 

and it burned.  They were wearing the new flying suit.  And they had very nice checker 

board marks all over their skin where they didn’t have underwear or socks or gloves on.  

Turns out that the material in these new summer flying suits had a tiny thread of nylon 

running about every inch through.  That was what caused those things to disappear, as I 

understand it. 

 

INTERVIEWER:  Bill, what was the organization of the Air OP Flight or Troop? 

 

LEWIS:  Well, the Flight, with its six L-19s, in other words six sections, operated as a 

flight but each section was capable of being split out and sent on a task on its own, either 

an airplane on its own.  But when the section went, the airplane went.  There’d be a three-

quarter ton, sometimes with a water trailer converted to being able to carry fuel for the 

airplane or a trailer behind the jeep with enough jerry cans to refuel the L-19.   

 

Of course, the technicians -- there’d be a radio operator and at least an av tech, sometimes 

two, in the vehicle.  They were all trained to go and do a reconnaissance, walk a landing 

ground and find you a place to land if you were busy on something else. Or you’d find it 

in the air and get them to have a look over the thing to make sure there aren’t any holes in 

the long grass or rocks or what not.  And they’d have food along and enough kit there so 

you could stay overnight or two or three days.  And they could whip back and get more 

fuel should it be necessary.  So the Air OP Flight was pretty flexible as such. 

 

INTERVIEWER:  How did landing fields -- in the field, how did landing areas in the 

field get selected? 

 

LEWIS:  Well, when there was time, they’d be looked over from the air.  Of course, 

comparing with the map and you make sure you get suitable size and make sure that the 

approaches and departure were clear.  You’re looking out for wires and all that good 
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stuff.  You’re looking out for some hard standing beside the landing path, hopefully with 

some camouflage that the airplane could get in under.   Road or suitable access to the spot 

for the vehicles coming off road and a place for the vehicles to camouflage.  That was 

basically it.  

 

When you were talking about the floats, one of the things you had to be very, very 

careful.  It was great to land on floats.  You came in over the trees.  You’re down in back 

of a hill.  Land at a very short landing run but you had to realize that your take off run 

was a heck of a lot longer.  So it was very easy, if you had floats on, to get in to a lake 

that you couldn’t get out of all that easy.  I got caught a few times.  So what you do, you 

end up doing some circles around this thing and get it up on step.  It’s kind of a 

precarious thing doing a turn when you’re up on the step.  You get enough speed up and 

pull the flap on and just clear the trees on the other end. 

   

Maybe we could talk a bit about some of our radios on the L-19 and the evolution of it.  

Would that be all right? 

 

INTERVIEWER:  Yeah.  I think that’d be great because we went from Very pistols to 

signal lights and now the radio, so. 

 

LEWIS:  Of course, the L-19s came from the United States, meant for the US Army, and 

they didn’t have the radios that were required.  The ground type radios -- the Army, they 

were using 19 Sets and 52 Sets.  A little more high-powered.  And we had what was 

called a Man Pack 62 Set.  That 62 Set would be about 16 inches by 10 by 12 inches.  It 

was too big to be mounted anywhere in the airplane.  It wasn’t intended to be.  So it went 

on the floor in the back seat.  That thing tuned much like the #19 Set.  On the ground you 

could tune it to two frequencies and then you’d flick.  You could, theoretically -- you 

flicked to the other frequency and you were bang on.  Of course, the 62 Set had no 

antennae tuning capability like the 19 Set had.  The other thing that was difficult was, a 

person like myself, who was quite short, I have to have the seat well forward.  So to flick 

from one frequency to the other, I’d have to lean around and try to reach the top of this 62 

Set in the back, which I could just barely do and hope I don’t throw everything else off 

when I touch it.  Of course, it’s worth your neck to try and do that at lower level.  You’ve 

got to pull up and get a few feet of air under your bottom before you tried changing 

frequency.  All together, a very unsatisfactory set of circumstances.  Used the headset 

that came with the thing.  It had a microphone and that was hand held.  You brought it up 

to your mouth when you needed to use it.  Not very good at all.  

  

The ground sets were subsequently replaced by a thing called the C42.  That was a VHF 

FM type of radio.  And, of course, we had no radio in the L-19 to talk to them with.  The 

62 Set didn’t work to that.  We wound up using either a 509, which had artillery 

frequencies, or a 510 Man Pack Set, that just quite conveniently fit in the map case in the 

door of the L-19.  But you had to have the window open so the antennae would be out the 

window.   And again, communications with the ground was good except the handset on it 

was like a telephone handset.  You know, you had to use a hand to operate that.  And, of 
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course, you couldn’t be listening on any of your other radios at the same time.  So that 

wasn’t really a great answer.   

 

I remember I spent a few hours there and made sort of a little box so we could use one 

handset and we’d plug all the radios in and they’d come in together.  I was told that was 

an unauthorized modification and it wasn’t allowed.  

  

We had a VHF radio that was used for talking to air traffic control, you know, towers en 

route.  It was called a Type 12 VHF.  It had a very limited number of frequencies.  And 

the transmitter could be selected by flicking a switch.  But the receiver had to be hand 

tuned.  So it wasn’t unusual to be talking across channels.  You’d be receiving on one and 

broadcasting on another one in order to make that work.  Going in to Montreal, Dorval 

and Cartierville was always a Chinese fire drill because of this lack of proper frequencies.   

 

And, of course, that then was replaced by a thing called a 1KA67, an RCAF thing.  

Again, a big heavy dog of a radio that had to be screwed down in the back seat.  It had a 

limited number of frequencies.  I can remember, if you were flying in Eastern Canada, 

you were OK with the set of frequencies we had but if you were going out to Winnipeg 

and further west, we had to go down to Trenton and get them to change some of the 

crystals so we’d have frequencies to be able to talk to air traffic control in the west. 

 

Initially, we had a LF radio there, which we could use flying the radio range.  There was 

a hand operated loop antennae on the L-19.  What was interesting about that is that you 

hand cranked it to turn the loop.  But, can you imagine, if you’re really flying in actual 

instrument weather and it was turbulent, the dial on this thing, which was only about two 

and a half inches around, was down by your left knee.  So to be able to see what it said on 

that dial, you had to put your head down there.  You know, a great vertigo-inducing 

thing. And, quite fortunately, that was replaced by a proper ADF, which was a Godsend.   

 

The final radios in the L-19 were a US group of radios that came out of the Viet Nam 

War.  That included the VHF, the VHF FM, we had an ADF and we even had IFF over in 

Europe, which had its applications.  That’s the evolution of the radios.  It was just 

terrible.  We were always one step behind.  And we were always the poor cousins 

whenever you were going in to a larger station or what not.  You had to be very, very 

careful. 

   

We didn’t have UHF.  It was kind of interesting going in to Rockcliffe -- sorry, going in 

to Uplands once.  A fellow was bringing Frank Bane and I in to catch another aircraft out 

of there right at noon hour.  I remember the tail number, 727, a 182.  And the tower 

called out, "Break!"  And we were hearing the tower speaking but we weren’t hearing 

another airplane.  And there was a T-Bird, whose tail number was 737, just about the 

same altitude, coming at us at about 90 degrees.  So that’s where, we couldn’t listen to 

UHF and he couldn’t listen to VHF.  I guess the Air Force were radio poor, as well. 

 

Another thing I’ve missed here.  The bomb shackles on the L-19.  We used them for 

another application.  We found a bunch of 600 candlepower flares over in the 
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ammunition depot at Angus.  That was, we used that for anything that you might use a 

flare for.  As a matter of fact, we helped the armoured regiment doing night firing with 

these things.  But there was no way to hook those flares to our bomb shackles, so we used 

some of this -- a banding machine -- and made up our own little clip and we were able to 

hook those up to our flares.  They had a parachute in them.  Of course, we safety wired 

the straps from the parachute on it.  Had great fun with those.  Had to be careful you 

didn’t set it off when you were in a cloud.  Of course, we weren’t supposed to be in a 

cloud but you get into a cloud at night accidentally when you’re climbing and flying from 

an IPO to a timed [point] where you’re going to pickle this thing off.  Did it one night.  

It’s like being in a luminous marshmallow or something.  Lost the sight out of both eyes 

for quite some time.  Just sat there steady until we recovered it.   That was used as well. 

 

I never did it myself but the L-19, some of them were subsequently armed with rockets.  

These rockets were used in the FAC role as target marking devices.  Worked quite well.  

They were used at Cold Lake and at Gagetown.  Two pilots who did most of the work on 

that were Don Foster and Jack Levitt [?], if I’m not mistaken. 

 

INTERVIEWER:  Bill, what other aircraft were made available to you? 

 

LEWIS:  In the Air OP in Petawawa, after we were a troop in 4 RCHA, we wound up 

with a 182, 182T.   The Army called it an L-19L, which is really a misnomer.  Due to 

accidents, they were, I think we had 25 or 26 L-19s, A and E models initially.  There 

were some written off and they had the idea if they could get some better airplane for the 

continuation pilots to use.  So they bought some 182s.  They bought four of these 182D 

models.  Actually, they formed a thing called Training and Liaison Flight at Army 

Headquarters and it was out at Rockcliffe.   We wound up with one 182 in Petawawa  

mainly because Brigadier General Rowley headed up a thing called ATOB -- Army 

Tactics and Operations Board, I think, which was the predecessor of FMC, in St. Hubert.  

So that 182 was there obsequiously to drive General Rowley around.  The brigade 

commander used it as well.  We did a lot of administrative flights in the darn thing. 

 

It was kind of fun, the L-19, because the L-19 was slow if you had to go to Gagetown or 

down to London or down to Picton or out west.  So the 182 was a little faster, a little 

more comfortable.  Better radios on it at the time.  But it actually was a two edged sword 

from the operational point of view and Air OP.  It kept the pilots busy doing 

administrative work.  We always used to say that the staff officers wouldn’t get their 

work done in time to get in the mail and so they’d nail us late on a Friday afternoon to 

whip a document down to Ottawa or down to London or down east.  So we claimed that 

we flew a lot of evenings and a lot of weekends making up for the tardiness of staff 

officers. 

  

The 182 had its place, though.  They bought two more 182s, an 182F.  They had larger 

tanks, they had electric flaps on them and they were just, again, used for continuation 

flying.  I believe one of them wound up out at Rivers and one was in Valcartier.  

Subsequently, again, used for these administrative duties. 
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One thing that might be interesting to put down here is this business of a L-19L.  You 

know, L-19A, L-19E was proper US Army designation for this aircraft.  There never was 

a L-19L.  Somehow or other there was letters or something came out of CDLS 

Washington or somebody in the States, back to Canada, saying that this 182 would be a 

great airplane as a L-19L, the second L standing for Liaison.  And that’s how the thing 

was sort of smoked through.  There’s no such thing as a L-19L anywhere in the world, 

except for the six that Canada had.  Now we’re back to Lipton’s Tea commercial. 

 

I guess I’m bouncing around all over the place here.  In the Air OP, each pilot had his 

own airplane.  And he had his own mechanic, his own section.  That was kept to as much 

as you can.  And actually, you became very familiar with that one airplane so that….  Of 

course, you were flying the other airplanes quite often too.  But you really felt 

comfortable in the one that was your airplane.  Each pilot felt that way about the darn 

thing. 

 

Some other things that did happen to the L-19, they added a carburetor air temperature 

gauge which was a real Godsend because all we had -- with the gills and shutters we 

could play with -- and we got a carb air temp control.  As everyone knows, if you put that 

carb air heat on too soon, you’ll just ice the darn thing up.  So that gauge in the heat 

control was a real Godsend to the L-19.  I guess I should mention we often wished we 

had an aileron trim on the darn thing as well. 

 

INTERVIEWER:  Bill, what was your next flying posting after you left Petawawa? 

 

LEWIS:  After Petawawa, after Staff College and some ground jobs and whatnot, I was 

posted to the Air OP Flight in 1 RCHA at Deilinghofen in Germany.  Was there for a 

year then the whole Brigade was moved south.  I took the Air OP with me when we went 

south.  I guess we can get into that later, when the Air OP folded.  It became -- it was 

wrapped up in 444 Squadron. 

 

Some of the interesting things about the Air OP in Germany.  It was much like the Air 

OP Troop in Petawawa but much smaller.  Shorter of personnel positions.  So everybody 

was doing double duty.  We had real spare parts problems.  I think the Belgians were the 

only ones, other than a couple of American units, that had L-19s.  If anything really 

serious -- like we needed a wing once -- the only way we could do that was a bottle of 

scotch. Got it from an American unit.  So we stayed in pretty good touch with an 

American unit that had L-19s down at Giessen, just east of Frankfurt. 

 

Again, we tried very hard for each pilot to be flying his own there.  But we wound up 

reduced in size so it was only a major and two captains and three L-19s.  Again, we had 

our own little kitchen.  We had a RCEME staff sergeant as an av tech.  Then a suitable 

number of technicians but they were all av techs.  There were no straight aero engineer 

frame techs.  They were all combined, wrapped up.  Had to be because of the numbers. 

 

INTERVIEWER:  Bill, I want to take you back to Petawawa for a minute.  What sort of 

missions did you fly when you were with the Air OP Troop in Petawawa? 
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LEWIS:  Kind of interesting.  Initially, the training was -- my first flight there, Peter 

Dees, who was the CO, said, “Here, grab that L-19.  Follow me.  We’ll do a tail chase 

around the ranges here at Petawawa and I’ll show you all the landing grounds.”  That’s 

what we did in the morning.  Then in the afternoon, Peter said, “CBC are filming a thing 

on the Royal Canadian Artillery.  There’s going to be an Air OP sequence in it this 

afternoon.”  He said, “I want you to fly safety pilot with me in the back seat.”  I said, 

“Safety pilot?  Why do we need that?”  Peter said, “Well, they’ve told me I’ve had a heart 

attack and I’m going to be posted.  I’m not supposed to be flying but I’m going to do it 

anyway for this picture.”  So there I was, not even one day in flying in my first flying 

unit.  And here I am in the back seat with the pedals up and the stick there, just 

wondering if I’m going to have to take over when this major in front collapses with his 

second heart attack.  Unfortunate -- well, fortunately it turned out that Peter hadn’t had a 

heart problem.  It had been misdiagnosed.  But, unfortunately, the damage was done.  It 

was in his records.  It couldn’t be reversed.  He was transferred out of there.  

 

We did -- that summer, we split between Gagetown and Petawawa.  Half the Flight at 

each place for the concentration.  No sooner got back, when they said, "Hey, you’re 

going to Newfoundland." Three L-19s, to support the brigade that was going over from 

Gagetown to help put out the forest fires that were burning in the eastern part of 

Newfoundland.  And believe me, they were out of control. 

 

And so, away we went, Bill Saxon, Frank Bane and myself, with a mechanic in the back 

of each airplane.  We had a tool kit split up between the three airplanes.  And as many 

sort of spare parts as we could possibly fit in.  We were so heavy that we had to leave our 

civvies there.  Didn’t know how long we were going to be.  Well, it was a great exciting 

story getting through the fog and everything.  Eventually down to Halifax, where we 

were going to get Mae Wests and wet suits.  We ended up settling for the Mae Wests.  

We didn’t take the wet suits because two more of those in each airplane, the weight and 

balance would have really been out.  It was out far enough as it was.  Took about twice 

the take off run to get off the ground.  And we rendezvoused at Sidney with an Albatross 

that was to accompany ourselves, and a 182, two H34s and two H21s.  Those were 

RCAF, of course.  Going over to help out on the forest fires, which we did. 

 

Flying the forest fires, we did a lot of reconnaissance work with a rep from the 

Newfoundland Government in back, help plotting where the fires were.  We did a lot of 

radio relay.  Took things out to our own troops out on the ground.  Did supply drops.  

Dropped socks to a Van Doo platoon that was up in northeastern Newfoundland.  Even 

took the paymaster out.  We, when the -- Newfoundland had a problem -- the whole thing 

was a problem.  They were all sorts of outports with people in them.  No roads in to those 

outports and not enough boats or ships to go and evacuate all those outports. 

 

INTERVIEWER:  Interview with Bill Lewis.  End of Side One. 
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END OF SIDE ONE, TAPE ONE 

 

 

INTERVIEWER:  Canadian War Museum oral history program interview with Bill 

Lewis.  Tape One, Side Two. 

 

Bill, you were talking about forest fire fighting in Newfoundland.  Would you just 

continue? 

 

LEWIS:  Right.  As I say, there were outports with people in them that needed to be 

evacuated but not enough boats, RCMP or Provincial boats.  So the problem was to 

establish the priorities -- when the fire would reach which village and which village it 

would reach first.  So, to that end, we were tasked -- the L-19 -- to go out.  We had a 

Lands and Forests fellow in the back seat.  And to fly the face of the fire to determine 

where the fire was.  So, you’d fly the face of the fire, come out, come back and they 

would be plotting it on a map and putting time beside the line that they were plotting.  

And then you’d fly back in along the thing again and then they would replot and put time 

down.  You’d do that two or three times and hopefully establish a rate of progress of this 

fire.   

 

Well, the exciting thing about that with the L-19 was, of course, the wind is blowing from 

behind the fire and you’re trying to fly in front of it.  You couldn’t fly over it because it’s 

all burning timber and smoke.  So you’re in front of it and, of course, the wind is blowing 

the smoke right at the L-19.  You’re trying to get in there close enough so you can 

actually see the flames so you could plot this thing.  Then you start following the thing.  

Well, there’s no way you can even try and read a map.  It’s up to the guy in the back seat.  

You’re just trying to stay in sight and follow this thing around.  Once I got caught there 

and the thing had burned right around and I was in the center.  I was coming back around 

again.  The guy said this.  I was able to get up a few thousand feet, go out and get out of 

it. 

 

The other thing that would happen is you’d get in there and you couldn’t make a turn one 

way or the other and you were in smoke.  The only thing to do was climb out.  And so 

here you are.  Of course, you realize the L-19 wasn’t a pressurized airplane, to say the 

least.  Just full of smoke in the cockpit as well.  So, you’re climbing out of this at your 

best rate of climb, still in the smoke and you’re watching that old altimeter. 

The worst I ever had, I was going up and my eyes were starting to burn and water so I 

shut one eye, keep it there.  The other eye on the instruments.  And when I couldn’t stand 

that anymore, I’d open the other one and close the one.  I broke out.  I was just over 7,000 

feet on top of the smoke when I broke out.  That was really quite a thrill, that one.  Thrill 

isn’t the right word. 

 

But anyway, we flew over to the edge of the fire and back down again.  In we’d go for 

more punishment across the face of that thing.  Didn’t seem to have any kind of effect on 

the running of the engine.  But when we got back to Gander, where we were working out 
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of, the men had to wipe with rags. They were wiping on the prop and they said, boy, look 

at the brown on that.   

 

I guess the only other thing that I mentioned earlier about no proper trim on the L-19.  I 

got back off late one day and Ace Clark was there.  He said, “Here, Bill, grab this other 

airplane.  There’s an H34 down on Clarinville there.  There’s parts and some oil in a 

bundle under the wing.  Take it down and drop it to them.  We’ll radio with the grid 

reference.”  He said,  “Head out right away so you can get back before dark.”  Well, I had 

about an hour and fifteen to fly.  I got my grid reference.  That wasn’t any problem.  But 

the problem was that they had put this thing on the outboard of my starboard wing -- 

sorry, my port wing.  Of course, you go along for a little bit and then all of a sudden, 

you’re trying to hold the wing up with the stick.  You’ve got the rudder pedal in.  And 

you’re foot is getting sore.  You take your one foot off and put your other foot over on the 

other rudder pedal, which is a bit of a challenge, in the L-19 anyway.  And finally, you let 

this thing just grab through to the sky.  I was sure glad to drop that off on the lawn of his 

house where the H34 was. 

 

INTERVIEWER:  Bill, I understand that you did some flying for the Defense and Civil 

Institute of Environmental Medicine from Toronto.  What did that entail? 

 

LEWIS:  Yeah, right.  As a matter of fact, at that time it was called DRML, the Defense 

Research Medical Laboratories.  There were trials.  They had a L-19 -- matter of fact; the 

tail number was 723 -- all rigged up with a forward-looking camera.  There was a camera 

in the pilot’s face and a rear-looking camera and suitable recording devices, not just for 

your voice but your altimeter and your airspeed and what not.  We were taken out to 

Bonnechere, just west of Petawawa.  I forget how many minutes we were given to study a 

map that was already plotted.  Then we’d take off.  There was a DRML scientist in the 

back seat, keeping his notes and running this equipment.  And the rules were that we 

were to fly, this was to be low level flight, but not 50 feet which the regulations were.  

This was to be as low as you could possibly fly.  And they said if you can put the wheels 

through the trees and still feel that you can handle it, go ahead and do it.  If there are any 

accidents, it won’t count against your record.   

 

Well, I’ll tell you, I was a pretty new pilot.  This is November ’61.  That’s just about a 

year since I began my ab initio flying training.  Not a great number of hours.  But, we did 

two flights a day.  Those flights were anywhere from an hour and a half to four hours 

long.  We did that for four days.  So each of us did eight flights out over the boondocks 

from Bonnechere, southwest towards the Bancroft area and back again.  There were 

suitable turning points.  The initial ones were fairly simple.  As the week went on, they 

got progressively more difficult.  Not too sure, I didn’t see a report.  I don’t know what 

the conclusions were or anything.  

 

I know a similar set of trials was done out at Verdun, Manitoba, out on the flatter ground 

out there.  Part of the report was a 16 mm movie, which I did see clips of, which showed 

the picture of the pilot’s face.  And that was hilarious, to say the least, because that was 

matched with the terrain.  You’d come up over a hill, with the throttle to the wall.  Then 



  31D 4 LEWIS 

         1, place Vimy Place, Ottawa, ON  K1A 0M8 
   

you let the flap on and try and stay low and get over the top, off the flap, off the throttle 

and down the hill.   

 

As an aside, it was kind of interesting, going down a hill out near Bancroft.  Happened to 

look up a little bit and off to the left a little bit of a clearing.  I could see three men there 

in a truck, couple dogs or something.  Back looking down and then I looked up again.  

And one of these guys pointing a rifle right at the L-19.  My God !Some hunters out there 

drinking, you know.  I laid that L-19 on its side to the right and hit that throttle, went out 

of there just as fast as I could, needless to say to a scream from the scientist in the back 

seat.  That was no place to be flying low level during hunting season. 

 

At Petawawa, we had another task. Of course, that was in the days when everybody -- the 

Diefenbunker had been built down .  We were all afraid of atomic bombs and nuclear 

weapons being dropped.  So basically, Petawawa was set up as a reentry organization, 

based on the armoured regiment, to do reentry into Ottawa.  So we had -- our Flight was 

tasked, along with our troop -- was tasked along with that.  One of our pilots had the 

Ontario side of the Ottawa River and I had the Quebec side of the Ottawa River.  We had 

to, on our own, do a thorough reconnaissance of that strip for reentry in to Ottawa.  Had 

to know where every ridge, every culvert was, where there were possible detours around 

it, etc, etc.  The only time it was ever practiced or rehearsed, would be to get the reentry 

unit, which, again, was based on the Armoured Regiment.  And they never really got any 

farther than out the gate at Petawawa and up the road to Chalk River and the whole 

exercise was called off.  We did spend a whole lot of time and we were really dead 

serious about the possibility of having to get, do our reentry operation in to Ottawa in the 

event of a nuclear disaster. 

 

INTERVIEWER:  Bill, did you do any continuation flying in any of your postings? 

 

LEWIS:  I did some continuation flying when I was in Canadian Forces Headquarters in 

Ottawa.  Kind of a neat thing.  I was only there for a year on this particular tour but I 

would fly the 182 out of Rockcliffe.  I had a Flight Lieutenant Air Force in the same 

office as I was in.  He was flying Dakotas out of Uplands.  So what we did was we had 

fun going together.  He’d come in the 182 with me and I’d go in the Dakota with him, 

flying right seat in the Dak.  It was kind of neat.  

  

The aside was, you’d be out there, not in your flying suit but you’d have your cotton 

serge with your Sam Browne.  And, of course, the back seat of this Dakota was just full 

of Air Force pilots and navigators, all ranks, and all signed on as crew doing nothing but 

sitting back there and reading or playing cards and getting their time in.  So it would be 

really neat, after everybody was on board, I’d -- with my Sam Browne and my Khaki 

serge jacket still on -- I’d get out of the right seat and come back.  And I’d walk the 

length of the airplane and I’d get to the back end and then I’d start forward and ask 

everybody if they were OK and what not.  Not saying a word and getting this double take 

from the brown job who goes up and climbs into the right seat.  Anyway, that’s an aside. 
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Interesting, was in Cyprus.  Had problems getting time, because of my job, getting time 

with the Brit Army.  I was offered the milk run at three thirty in the morning in a Beaver, 

around the island.  Went up to the Wing Commander Flying at RAF.  I could see, 

without, he didn’t even want to see my log book.  I brought it with me.  He said, “No.  No 

problem.”  So I quickly got a check out in the Pembroke, which is a high wing airplane, 

which looks like a great big Aerocommander.  Then the Valetta, which again, is like a 

half to three quarter size Dakota, which was great fun.  I managed to get a few hours in, 

in each of those aircraft, courtesy of the RAF Nicosia before my ground job got so busy 

that I didn’t have the opportunity to continue on with it.  

  

Can I say something about continuation flying? 

 

INTERVIEWER:  Please do.  Please do. 

 

LEWIS:  There’s the other thing.  We had a set up.  You know, you had to get so many 

hours in, in a quarter, in order to get your pay.  What would happen is, some pilots that 

were on continuation flying, their bosses would let them away quite easily to get out and 

do it.  And others, the bosses resented the fact they were doing it or their work was such 

that it was hard to get out.  All too often, the pilot was trying to get in his hours at the last 

minute, the last few days, the last day of the quarter, in order to get his pay.  That is all 

wrong.  So what was happening, we found that people were going that hadn’t flown for 

almost three months.  It’d be well over two months since they’d flown.  It might be two 

or three of them on board a 182, all in the same set of circumstances.  And head out in 

legal weather but weather that you’d probably be well advised -- you know, who wants to 

fly over Algonquin Park with 1,000 feet VFR at night in snow squalls?  You don’t.  

There’s at least one pilot who’s dead, Ross Fullerton, in a 182.  Great big long flight, 

completely legal theoretically, but went down in a snow squall.  Our continuation flying 

situation just wasn’t what it should have been. 

 

Anyway, fortunately, the whole practice went out the window anyway. They said the real 

way to do it is, if you’re going back to flying, you go and get requalified before you get 

back. 

 

INTERVIEWER:  The whole business of continuation flying was more an opportunity 

for people to fly civilian aircraft than it was to actually engage in operational flying. 

 

LEWIS:  Well, yes.  That’s true.  The -- Army wise, most of the continuation flying was 

done at flying clubs and what not, on rented airplanes.  However, the practice did begin 

with the RCAF and they didn’t call it continuation flying.  They called it practice flying.  

That was done in proper RCAF airplanes, as well.  But again, in my brief experience with 

that, they sort of stretched it to the limit as well. 

 

 

INTERVIEWER:  Bill, there were changes in your orders about going to Cyprus that had 

some involvement with Army aviation.  Perhaps you could tell that story. 
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LEWIS:  All very interesting.  When I got the phone call, late Friday night, saying you’re 

off to Cyprus on Monday morning, report to Brigadier Tedlie tomorrow morning at seven 

o’clock.  Asked the brigadier why I was going because they were short of people like me 

in the Flight, here in Canada.  Even though I wanted to go.  He said, “Well, once we’re 

on the airplane, out of Trenton and taken off,” he said, “you come and find me and I’ll 

tell you.”  I was overjoyed to hear it.  He said the British are pulling their Army aviation 

out of Cyprus.  It’s going over to Malaysia.  He said the plot is to put Canadian L-19s in 

to Cyprus to do the job that the British Army had been doing there.  And he said, “You’re 

job is to, as soon as we get there,” he said, “you’re to go around and meet the Brit Army 

people, meet the RAF people, meet the Greeks, meet the Turks, do a complete survey of 

what’s going on now, what will be required, come up with an equipment list, come up 

with recommended organization, personnel, aircrew as well as ground crew, 

recommendation of where you should be stationed.”  I said, “Wow!”  He said, “Yeah. 

But you got only two weeks to do all this.”  I said, “Oh, I’ll get it done.”  You know, no 

problem at all, not knowing what I would be letting myself in for.   He said, “Hey, just a 

minute.”  He said, “The other thing is, you’re going to get promoted to acting major and 

you’re going to be the commanding officer of this thing.”  I said, “Oh, wow!”  He said, 

“That’s OK.  I know what I’m doing.”  He said, “ Now get out of here.”  Which was 

Tedlie’s way.   

 

So I started in.  And I got two days in to this thing when I got a radio message to report to 

Brigadier Tedlie.  He said, “Bill, you’ll never know what’s happened.”  I said, “No.”  He 

said, “The Brits changed their mind.  They’re leaving the Army aviation here.”  I said, 

“Oh, shit,” you know.  He said, “Yeah.  That’s what I thought, too.”  But, I said, “Well, I 

guess I’ll be on the flight back to Canada on the weekend.”  He said, “Oh, no you won’t.”  

He said, “You’re staying here.”  He said, “We’ve got a position.  It’s called the liaison 

officer to Pathos Gate [?].  He said, “You’re going to be the first UN liaison officer to the 

Greek Cypriots.  So that’s it.”  And once again he said, “Now, get out of here.”  So that’s 

how close we came.  It would have been a great thing for Canadian Army aviation had 

that happened because the job wasn’t an artillery one.  The job was reconnaissance.  

There was a certain amount of liaison, administrative flights, radio relay.  There was a 

real job of work to be done there.  It looked like we could keep six to eight men and even 

ten L-19s occupied there. 

 

INTERVIEWER:  And you would have been the right guy to actually do that because of 

all your experience to this date in air observation. 

 

LEWIS:  Well, there’s no doubt about it.  A gunner pilot that’s been in the unit could take 

on a thing like that with no problem.  The other -- and not to bad-mouth the Army 

Service Corps either, there’s really two types of pilots.  The ones with the Armoured 

Corps background, the ones with the Artillery background that can fit in because they 

understand the land battle, they understand what’s going.  Highly adaptable.  Now I don’t 

mean the Army Service Corps ones weren’t.  I had an Army Service Corps background 

pilot as my adjutant in 444 Squadron.  Believe it or not, he was the best shot in terms of 

looking at fall of shot with the artillery.  He was a natural.  But there’s no doubt about it, 

an Armoured Corps / Gunnery pilot is the one to have the first crack at a thing like that. 
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INTERVIEWER:  Bill, just before we leave the Air OP in Petawawa and the work you 

were doing there, perhaps you could comment on tactics.  Flying tactics, low level flying 

tactics, what were the things that you did? 

 

LEWIS:  The big business about being in the field is when you’re on the ground, to be 

out of sight and, hopefully, not capable of being seen.  When you’re flying, you’re flying 

low.  You’re flying behind things.  You pull up only when you need to pull up to be able 

to see something.  Take off and landing were probably the two most vulnerable times 

because the L-19 is not a helicopter.  So we had a thing -- again, from the British 

experience -- that we called CATO, Concealed Approach and Take Off.  So the idea of it 

-- you’d do your take off run, short field, long field, no matter what, and get down and 

out of sight.  Don’t go climbing straight out and then go down.  You get yourself down 

and you stay down and go on with your mission. 

 

Coming back, your approach, your concealed approach, you would fly right over where 

you were going to land or at least within eyesight of where you were going to land.  

Continue on and you might do some deceptive type maneuver to make it look like you 

were landing somewhere else.  Meantime, you would have been watching and you’d 

picked out some landmarks that you were going to use.  You’d do a very low approach 

back to where you were going to land.  So, down below treetop level, pop over the wires 

and keep down again.  Eventually make your way back so you just pop over the trees and 

plant the darn thing on the landing strip.  Of course, your ground crew knows you're 

ready. You taxi there quickly and they quickly pull your tail into the bush and get a cam 

net on.  So that was the CATO thing.   

 

The business of artillery, which was our main role, the controlling of the fire of the guns.  

Again, you had to be able to see a target.  That target might be given to you when you 

were on the ground.  It might be briefed to you on the ground.  You might be called 

forward to a ground OP and be told about a problem and that briefing.  You go back, you 

take your airplane and away you go.  You identify the target.  Issue the initial orders.  

You plan where you’re going to be.  And, of course, you keep down low out of sight.  

You always have the time of flight given to you. 

 

INTERVIEWER:  That was the time of flight of the round? 

 

LEWIS:  Of the round. That’s right.  The time, the number of seconds the round took to 

go from the muzzle to the target.  You always had fire by order so that you’d make sure 

that in your flying, you’d be in position.  The guns would report 'Ready'.  You knew the 

time of flight.  You’d get yourself maneuvered around so that you could say, "Right, 

fire."  Then you hit the throttle and you pull up so that you could see the round fall.  As 

your rolling off and down and away again, you’re giving a correction, as necessary. 

 

Now, the other thing that’s kind of thrilling is sometimes the nature of the ground is such 

that you can’t fly behind the guns.  You wouldn’t fly up over top of the guns.  Your -- the 

trajectory -- you’re too high.  You’d get shot down.   You might not fly beside the 
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trajectory.  You find you have to fly under the trajectory.  And that’s the time where your 

mental dead reckoning has to be right bang on.  You’re underneath the trajectory when 

you order fire. I always used to like to time order of fire and I’d get myself maybe a third 

of the way along the trajectory.  I’d do that little count to myself to, hopefully, that the 

round has passed by overhead and then hit the throttle and come up. 

 

That was pretty simple and pretty straight forward but requiring maximum attention.  

Your flying and your gunnery had to be second nature.  You couldn’t be going through 

your pockets for things. 

 

Now the normal shoot was what we called an immediate neut. 

 

INTERVIEWER:  I’m sorry.  An immeditate? 

 

LEWIS:  An immediate neutralization shoot.  You just call down some high explosive 

gunfire on to a particular target.  But the Air OP pilot, properly trained, was capable of 

handling a very basic fire plan in the air or could control and modify fire plans that were 

made by other people.  He could handle a smoke screen, etc, etc. 

 

INTERVIEWER:  It becomes quite evident from what you’re saying then, that it was 

really important for the Army pilot, and I would include all Army pilots, to be field 

trained.  Well field trained first, before they tackled duties like this. 

 

LEWIS:  No question of it.  I hate to say that anybody could be trained to fly an airplane, 

that’s not correct either.  But there’s no doubt about it, having a good solid field 

background, very, very important.  One of the things that the Air OP had -- always with 

the rules within gunnery -- we were what was called an authorized OP.  In other words, 

we could call for troop fire, battery fire, regimental fire without having to go and offer the 

target.  Where a ground OP, you’d say, "Hey, I’ve got a target here.  I want it to be 

treated as a regimental target, a Mike target."  You’d have to offer that target and then 

they would have to decide whether or not it could, you know, they could order that 

number of guns and that number rounds on it.  With the Air OP, they assumed that what 

we were seeing, we were seeing it better and more accurately.  And therefore, we were 

what was called Authorized OP. 

 

Difficulties we had in the Air OP and having enough training ammunition.  There was 

always a hassle.  We, the Air OP, would have training ammunition allocated to us.  It was 

held by a commanding officer in a regiment.  If you didn’t watch him, he’d fire your 

rounds off for you.  So what we reckoned, we never, ever had enough allocated to begin 

with.  But what we used to do, whenever there’d be a battery out on the ranges firing or 

the regiment was out, whether we were part of it or not, we would take an airplane and 

get up there and join there in that and try and beg a shoot out of them.  Most of them were 

pretty good.  They’d let us have a shoot or two.  Use up some of their ammunition.   

 

INTERVIEWER:  Did you do all your flying by yourself when you were doing artillery 

shoots, Bill? 
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LEWIS:  Most of the time, it was.  However, we were fortunate enough to convince the 

powers that be in Ottawa that we should have observers.  That followed a World War II 

practice.  They used technicians in the back seat.  In World War II, their job was largely 

to look out for enemy aircraft and ground fire.  Where what we wanted them, and got 

permission to do and train them ourselves, was to use what they called a technical 

assistant -- artillery technical assistant -- someone trained in the operations of an artillery 

command post and knew and understood this -- to be an assistant to the pilot. Watch for 

the fall of shot.  Assist in getting the grid reference.  As well, in Europe, keep an eye out 

for fast moving aircraft, as well.  They proved to be a real bonus.  Of course, the 

Armoured Corps had them with their recce helicopters.  And when we formed 444 

Squadron, they just moved on over and we had both types of observers, Artillery and 

Armoured Corps observers, in the new helicopter squadron. 

 

INTERVIEWER:  Perhaps you could go on to tell us about the formation of 444 

Squadron.  You were the first commanding officer, I believe? 

 

LEWIS:  Yes.  That’s correct.  Early in 1972 or it might have even been later, I think I 

started in 1972.  A group came over from Ottawa to present to Commander CFE and the 

brigade commander what the helicopter squadron was going to look like that was going 

to be in Germany.  This was at the time when we were going through the business of 

buying Hueys and Kiowa helicopters, and they were forming the squadrons in Canada.  

They were over for about a week, did their briefings.  I didn’t even hear one of the 

briefings, but was called in by General Chouinard -- Brigadier General Chouinard -- 

afterwards and said, “Bill, General Leonard doesn’t like what they had to say and I don’t 

like it either.  I’m going to give you some parameters and I want you to design a 

helicopter squadron that will support 4 CMBG.”  Which I went, “Wow.”  But that was 

quite interesting.   

 

What they had proposed was a squadron that had a bunch of helicopters in it.  As a matter 

of fact, there were to be six Hueys in a utility flight -- let’s see -- twelve Kiowas in a 

reconnaissance or a light helicopter flight and four Hueys in a med evac flight.  For this 

whole thing, I think they only had three radios vehicles.  There wasn’t a kitchen provided 

for.  There was no supply vehicle.  You know, there were just all sorts of things missing.  

It’s something that would have worked very, very well at the end of the runway at RCAF 

Station Trenton.  I don’t mean to blame the Air Force for this design.  It wasn’t all Air 

Force that designed this. 

   

Anyway, the parameters that I was given was two Huey flights -- one Med Evac, one 

utility. The other one -- the light helicopters, the Kiowas -- to do reconnaissance, artillery 

and liaison work that would be necessary.  And go out and design this thing so it would 

really be able to support 4 CMBG.  I thought, "Boy, isn’t this great."  You know, Kiowas, 

Hueys.  Hueys for utility and med evac.   

 

At the time, the Americans were making very much of the fact that in Viet Nam it was 

good for morale of the troop when they saw helicopters around with red crosses on the 
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side of them, when there were wounded men that needed to get out of there.  So 

apparently, that was the thinking back in CFHQ and NDHQ at the time.  

 

I worked the midnight oil, on that one.  What was going to happen, we were going to 

have to combine the Air OP as we had it.  It would come out of 1 RCHA.  The Recce 

Troop would come out of C Squadron of the RCD at the time.  The little Liaison Flight 

out of the Brigade Headquarters would come out of there.  At the time, the Service 

Battalion had an Aircraft Maintenance Flight that did second line maintenance on our 

Hillers and our L-19s.  That would be folded into the Helicopter Squadron.  

 

Well, we went along and worked this whole thing out.  It was presented to General 

Chouinard and eventually to General Leonard.  Just about the time this thing was looking 

really hot, they said, "Right, there’s going to be no Hueys come to Germany.  We aren’t 

going to have enough Hueys and we won’t have enough personnel to do the thing.  But 

there’s going to be 14 Kiowas come over there. Three of them are going to be spares."  

So that’s what did happen.  We’re looking at a pivotal number of establishment positions.  

Eleven Kiowas plus three spares, which is really 14.  You can’t put three Kiowas in a 

barn and forget about them.  It’s just a matter of hours that you’re allocated and you’ve 

got to exercise 14 airframes.    

 

So, at this time I had the captain Air Force who was the maintenance officer in the 

Service Battalion Aircraft Maintenance Platoon.  Oh, we’d wrestle every day.  

Sometimes he’d walk out of my office shaking his head or I’d walk out and leave him 

sitting there.  Right down to every last establishment position.  Eventually, we got it all 

worked out.  They said, "Right, get on with it."   

 

Well, the Kiowas started arriving.  This was early ’72, spring of ’72.  The Helicopter 

Squadron wasn’t going to be formed until the fall sometime.  So, anyway, we talked it all 

over.  Between General Leonard and Brigadier Chouinard, they decided, right, we’ll go 

ahead and do it anyway.   

 

So they were, all of these four units were made part of what they called 4 CMBG 

Helicopter Squadron.  I was to be the CO of this thing.  Not promoted.  No promotion, 

even though the establishment position was going to be for a lieutenant colonel.  By this 

time, Generals Chouinard and Leonard had asked me to stay on for another year -- this 

would be my fourth year in Germany -- and be the first commanding officer of this thing 

even though you can’t be promoted.  I said, “Well. Just overjoyed."  Couldn’t turn that 

one down.   

 

Anyway, we got busy and started training.  We got some new pilots in on the summer 

rotation.  We sent some back to Canada to be converted to the Kiowa, turbine engines.  

Myself, and three others, we took our conversion to the Kiowa at a US Army place up 

near Nurnberg at a place called Furth, which was really good.  That was two weeks worth 

of training on the Kiowa.  Worked away over the summer.  I had the choice of some of 

my pilots that would be there and some to go home.  Absolutely thrilled.  You know 
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Peter Dudley. We’d done our basic flying and everything together.  Peter was there.  He 

was the first Ops officer of 444 Squadron.  Couldn’t have been a better man to do the job. 

 

444 Squadron had a couple of unique things.  I built into it a squadron sergeant major, 

which didn’t exist in any of the squadrons that were back in Canada.  I took with me 

M.W.O. Snell, Doug Snell who was with me in the Air OP, and he became the first 

squadron sergeant major, 444 Squadron. Artillery background.  It was written in the 

establishment.  Armoured, artillery or infantry, that’s what it had to be.   

 

The other squadrons back in Canada, it was the senior noncommissioned officer. The 

warrant officer, who was an aviation technician, was supposedly the squadron sergeant 

major.  And if anything knows anything about sergeant majors, they can only come from 

three places.  The other thing that they had to have an admn officer.  We had great 

argument s with this back and forth to Ottawa.  Said it had to be a P Ad O in there and I 

said no way, it going to be a pilot.  And he’s going to be called the squadron adjutant.  

What that was doing for me was we didn’t have nearly enough pilots anyway, to operate 

a 24/7 operation.  What that did, if I can have an adjutant who’s a pilot, I’ve got one more 

pilot in the squadron, gives me another spare body to fly those airplanes if somebody is 

sick or if we’re in action and somebody goes down and what not.  So those were two 

things that 444 Squadron had that didn’t exist back home.   

 

We worked hard, trained hard, and that fall we went on exercise with 4 CMBG.  We were 

up to Grafenwehr then deployed for an exercise with the Germans, a big exercise.  We 

were still called 4 CMBG Helicopter Squadron.  We had requested the name 444 

Squadron, for several reasons.  444 Air Observation Post Squadron was the squadron in 

Rivers that was formed in Rivers after World War II to take on the business of Army 

aviation.  It, in fact, was the predecessor to the Light Aircraft School at CJATC, 

commanded by an artillery major at the time, Major Norm Rylander.  The other reason 

was that 444 Squadron, after it ceased to exist at Rivers, it was reactivated again as a 

Sabre squadron with F-86s.  Over to Germany and it was part of 4 Wing, at Baden-

Baden.  So here’s this number four again.  Service in the Rhine Valley, figured that’s 

great.  They deactivated the F-86 squadron.  The next thing, the 104s came in and there’s 

444 Squadron with 104s back in 4 Wing in Baden-Baden.  And we thought, boy, 

wouldn’t this be great.  Let’s ask for this 444.   

 

Anyway, here we are.  [inaudible] the generals and they did the submission to Ottawa.    

We were there, the first deployment out of Grafenwehr, out in to the exercise area.  It was 

our first exercise with the brigade.  And I sent the deputy commanding officer and the 

squadron sergeant major out to do our reconnaissance and find the spot where we would 

deploy to.  Eventually, I got the grid reference.  We issued the orders.  We deployed and 

got there and there’s the….   

 

Oh, before we left, a message had came.  You’re going to be 444 Tactical Helicopter 

Squadron.  And, of course, this went -- I’m sure we put it out on the radio.    Bob Gold, 

he was the DCO, and Warrant Officer Snell were aware of this when they were out on 

that reconnaissance.  They met me at the helicopter when I landed.  They said, “Right Sir.  



  31D 4 LEWIS 

         1, place Vimy Place, Ottawa, ON  K1A 0M8 
   

We’ll show you around the area here.”   People told off to get everybody else deployed.  

Oh, Bob Gold, he said to me, he said,  “Look here on the map.  There’s a spot height on 

the map, right in the middle of our area." What’s the spot height?  444!  I don’t know 

whether those guys cooked it.  I think they did to a certain extent because the -- we were 

in the right area and the position they’d chosen was correct and what not.  But there we 

were.  The first place that we deployed, the spot height of 444. 

 

INTERVIEWER:  So, Bill, you were quite instrumental in getting 444 Squadron off the 

ground, get it moving, getting it operational.  What else comes to mind about those 

formative times that you were having in Germany? 

 

LEWIS:  Well, one of the things that was interesting, and I’ll brag a little bit here, is we 

were given six weeks with no operational tasking.  Now that was to get rid of the L-19s, 

the Hiller helicopters, bring the Kiowa into service, do some training and then get ready 

to go.  What was pretty interesting here was, you know, these -- the L-19s and the Hillers 

and all of the tooling and the parts and everything -- was still on the books and being 

properly held at each one of the units.  And all of a sudden the stuff is coming in for the 

Kiowa helicopters.  And what happened is, Chief Warrant Officer Currie, who was the 

senior man in the aircraft maintenance organization -- senior NCO -- he kept all of the 

Kiowa stuff on bedding cards.  These supplies, the way we handled that until we got rid 

of the other stuff.   

 

But actually, I was blessed with darn good men, darn good senior NCOs, and warrant 

officers, good officers, good pilots and blessed with the fact that there we were over in 

Germany and we weren’t trying to get ready for some training that was going on in 

Canada.  We had a real role in the German defense plan and a real reason to get busy and 

make this thing go.  To brag a little bit, at the end of the -- it was either three or six weeks 

that we were given, without an actual task assigned to any kind of a liaison task even -- at 

the end of that time, you know, we didn’t miss a flight.  Didn’t miss a flight.   

 

The squadrons that were being formed in Canada at the time, I’m given to believe that 

they had six months without any tasking.  And there’s not one of them that can say that 

they didn’t miss any flights at the end of it.  So, that had a lot to do with the 

circumstances, but mostly had to do with the quality of the officers and the men that I 

had.  They were, except for a very few that we could have done without, they were just 

the pick of the crop.  Couldn’t have had a better crowd.  Right from …And I’d like to say 

something about the personnel there, in 444 Squadron. 

 

INTERVIEWER:  By all means. 

 

LEWIS:  Of course, we had some people coming there.  We had some gunner pilots. 

 

INTERVIEWER:  I’m just going to stop. 
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END OF SIDE TWO,  TAPE ONE 

 

 

INTERVIEWER:  Bill, would you just continue on with what you were saying about. 

 

LEWIS:  The personnel? 

 

INTERVIEWER:  The personnel in 444 Squadron.  Thank you. 

 

LEWIS:  OK.  We had a real mix.  Of course, there were new people came in from 

Canada that summer of ’72.  We had people that were with the Recce Flight from the 

RCD.  We had the Air OP people.  And we had the Aircraft Maintenance Platoon out of 

the Service Battalion.  And we had the little Flight from Brigade Headquarters.  The 

pilots, they were artillery, they were armoured, they were infantry, they were Army 

Service Corps.  There was RCAF.  I had what would be called green pilots that couldn’t 

rightly have claimed to be any one of the three services.  And we had one Navy pilot.  

And, I might say -- well, Bill Hadrock[?] was the Navy pilot.  Lots of hours in Sea Kings, 

good background.  And he very quickly became the squadron instrument check pilot.  

And so the -- we got busy and taught him the business of reconnaissance -- recce -- and 

Bill flew a helicopter in the Recce Flight, in 444 Squadron.   

 

So we’re able to use the pilots that came from all of them.  I guess, the Air Force pilots, 

the fellows with the Air Force background, search and rescue, which is not like flying 

fighters or transporter, maritime patrol.  In a lot of cases, flying much more closely 

related to the -- and requires a lot more innovation, just like Army type flying required. 

 

The technicians, they were interesting.   We had Navy technicians, we had Army, we had 

Air Force and we had green.   And they were at all of the ranks that were there.  And, I 

know, for posterity's sake -- you don’t like to pick favorites but I’m going to say how I 

would rate them.   The very best ones were the Navy technicians.  They had all sorts of 

experience and they were great innovators.  You know, when people would come in to 

the squadron, and you knew they didn’t have any background in terms of how you 

operate in the field, how the equipment around the kitchen works, how to camouflage 

things.  My sergeant major set up a county fair to teach everybody this.  Showed them 

how to camouflage a helicopter, etc.  The Navy guys, they looked at this and they were 

skeptical and they said, show me, you know.  And the Navy guys, they get right in there. 

They’d do it the way you show them.  And the next time round, they’ll have innovated 

and done it themselves and done it even better and tried other things.  And I found out the 

reason why.  They had real good, thorough training for these Navy technicians.  But, you 

know, if they’d done time on a DDH with a helicopter, they'd done time in two or three 

different types of squadrons at Shearwater.  They’d been on the Bonadventure with a 

track of airplanes, up on jacks, down in the hangar.  When a storm comes up and you’ve 

got to get ropes up, tie the things down, these guys knew how to innovate.  Didn’t 

hesitate to improve things.  So they were really great.   
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The Army people, they were pretty good.  They knew how things worked.  They weren’t 

quite the innovators but quite satisfactory.  Well above average.  And their training was 

good too. 

 

The Air Force chaps, too many of them came right from a straight Air Force environment 

where being in the field was so foreign to them.  They would work great in white 

coveralls on a hangar floor.  It was not their fault.  It wasn’t that they weren’t good men.  

It was just their background was such.  They were the most difficult ones to bring around.  

Some of them seemed to have a bit of an attitude problem.  Thought they got into 

something that they hadn’t bargained for when they’d joined the services.   

 

And then, of course, there was the green ones, neither Navy, Army or Air Force 

background.  They were mostly the real young fellows.  The senior NCOs were great at 

keeping them in hand.   

 

One of the things that was a crying shame, you know, that in the aviation trades you have 

an aero engine tech, an airframe tech, and of course, there’s all the allied trades, 

instruments, radios, etc.  And then you have an aviation technician.  Well, an aviation 

technician is somebody who is qualified in both airframe and aero engine.  And most of 

them have some of the other allied trade qualifications as well.  Now, Army wise and 

Navy wise, the way we always did this, to become an aviation technician all it took was 

the qualification.  There was no rank tied to the thing at all.  Where the Air Force, you 

couldn’t become an aviation technician unless you were a flight sergeant.  Well, that just 

couldn’t work, Army and Navy wise -- particularly Army -- where you’re deployed in 

little groups.  You need somebody to seniorize and sign off on records when repair and 

maintenance is done.  You couldn’t wait for a staff sergeant or a warrant officer to come 

around and do it.  He just wasn’t there.  So it had to be at the corporal, master corporal 

level, this aviation technician. 

 

INTERVIEWER:  So that was very important to 444 Squadron? 

 

LEWIS:  Oh yeah, but what happened, we had just -- it was the next spring.  The word 

came out, was that everybody that was an aviation technician and wasn’t a warrant 

officer had to revert in their trade.  They had to select whether they were going to be 

airframe or aero engine.  And that was a real shocker.  I remember passing that word 

along.  We even queried it, made our case, and they said there was no way to change that 

at all.  My Navy guys, I had two Navy petty officers there.  One, Mann was his name.  

Sergeant Man called his PO.  He asked to be paraded to me.  He came in and that guy 

was almost in tears.  He said, “Sir, all my time in the Navy.”  He said, “I got qualified in 

both as fast as I could.”  He said, “There’s no problem.”  He said, “ I can convert to 

another airplane.  I know it well.”  He said, “I can do the maintenance.  I can sign off.  

I’ve been signing off on more complicated airplanes than the Kiowa.”  And what not.  

And he said, “All of a sudden, they're telling me that I’m not capable of doing this.”  And 

he said, “I’ve accepted the responsibility.  It’s behind me.”  And this guy was just, you 

know -- it was sad to see.  And the other Navy guys were shook up about it.  It wasn’t a 

problem with the Air Force fellows because they didn’t have that situation.  Some of our 
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Army people had to select, too.  That was one of the things.  I don’t know what has 

become of it since.  I’m long gone from it.  But that was a sad thing.  It was hard on 

morale.  And particularly on men like these petty officers who were first class tradesmen.  

That’s something that I think was worthwhile saying in there.   

 

The other thing in 444 Squadron, the organization was such that we had a 

Reconnaissance Flight that was just about exactly like the Helicopter Flight or Troop out 

of C Squadron, RCD.  And that was what their role was, was to perform the 

reconnaissance role for the Brigade.  Then we had another flight.  In it we had the 

artillery.  I think we called it Command Liaison or Air OP Liaison or something.  But 

anyway, we had artillery.  And there are artillery and liaison pilots in that.  And 

everybody was cross trained.  As a matter of fact, we made sure that everybody in the 

whole squadron was trained to do all of the jobs, except some people specialized more 

than the others in certain things.  And remembering that this was just the first year of the 

squadron existing. 

 

INTERVIEWER:  So did you completely get rid of the L-19s at this time? 

 

LEWIS:  Oh yeah.  The L-19s, they left.  The Hillers left.  The Air Cadet League got 

some of the L-19s.  The one went up to Baden-Solingen to be a glider tug for the Air 

Cadets.  They were gone at that time.  I think I mentioned the fact that the sergeant -- 

armoured corps sergeant observers -- came over and they were within the squadron.  The 

artillery observers came over.  They were at the bombardier or the corporal level, is what 

they were.  Absolutely essential in both the reconnaissance and the artillery role.   

 

INTERVIEWER:  If you were to be doing.  I’d like you to think of the future, maybe a 

hundred years hence.  Somebody sitting down and doing research and listening to this 

tape.  What would you like them to know about Army aviation, with respect to your own 

career and how Army aviation affected your life, you career, and maybe Canada and the 

Canadian Army and the Canadian Armed Forces? 

 

LEWIS:  Well, that’s interesting. It’s something I came to believe in quite quickly.  

Already was a field soldier with more than one artillery specialty.  Already, it came to the 

point where I fully believed the most important thing in this whole scene is the people.  I 

don’t mean just the pilots or just the support troops, the aviation technicians, the radio 

operators, the drivers.  But it’s the attitude of the people.  You know, people can be 

taught to use any equipment that you’ve got there but it takes the people to get in there 

and know that equipment well, to be able to out think it.  Those people have to be trained 

and know about the job that the unit, or the formations that they’re supporting, is trying to 

do.  There’s no point in going and trying to support a brigade group in the field if you 

don’t know what that brigade group is meant to be trying to do.   

 

And so, I think where you really, really become valuable, whether it’s the pilot in the 

airplane or the commanding officer of the Air OP or helicopter squadron, is when you 

can look at what’s happening and you can go and recommend to your superior or go to 

the brigade commander, attend his orders group or just go and discuss it with him and 
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say, “Hey Sir, here’s the way you could be using this thing and here’s what it can do for 

you.”  And not necessarily when you’re on an exercise, but say, "Hey, let us demonstrate 

this thing to you, show you." In other words, it’s very easy. In Army aviation you get to 

know the product you have, you get to know what you can do, with all of the people that 

you’re trying to support or you’re there to support and that money’s been spent to create 

you and your organization.  You’re busy with other things.  They’re trying to advance 

their own particular cause.  They’ve got their own legitimate problems.  And in some 

cases, they look at you.  

  

I know back in Petawawa days when we were getting thirty bucks a month flying pay, 

you’d walk in to the mess and they’d say, “Oh, there’s Bill, he’ll buy a round.”   And in 

spite of it seeming good natured on the surface, there was a fair amount of animosity, at 

times, between those of us in the Army aviation business and the people we were 

supposed to be supporting and what not.   

 

INTERVIEWER:  It was almost as if you were educating everybody on how to 

effectively use aircraft tactically. 

 

LEWIS:  Yep.  That’s true, you know.  When you read about what happened, you realize 

that back in World War II, Canada was going to form an Air OP organization quite early 

on.  We trained a few pilots to begin with.  And then one of the generals decided, "Oh no, 

we won’t.  We’ll let the Brits do it."  They had great success in Italy with the British Air 

OP.  And then, eventually, it came around to forming Canadian Air OP, but very, very 

late in World War II.   

 

Then, of course, after World War II, back in Canada there was still a certain amount of 

inertia from World War II. And that’s how 444 Squadron got going at Rivers and 

CJATC, and the Air OP flights, with some pushing some Service Corps pilots trained and 

Armoured Corps pilots.  And then it was a matter of competing for dollars as things 

started to get cut back, and cut back.  And really keen on what they’re doing the whole 

time.  Saw the need for it, if we were ever going to be in a war.  You saw what we could 

do.  What we could help with.  But at the same time, totally frustrated because the --  not 

only was the money not there to be able to do it, but there wasn’t always the support from 

the, on our own level or from the senior level.  That’s an awful mouthful, isn’t it? 

 

INTERVIEWER:  Interview with Bill Lewis, on 27 January 2004.  Interview  ends.  Bill, 

thank you very much for your participation in the Canadian War Museum Oral History 

Program, the Army Aviation Project.  You provided some outstanding insights and 

opinions about the place of Army aviation in Canada’s history and in the history of the 

Canadian Army and Canadian Armed Forces.  Thank you. 
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