
 
 

 
 
 

 
 

 

 

        



Airframe and Power Plant 
 
 

 
A nicely framed shot of the Wright R-3350 installations on a CL-28 dwarfing the last of the Argus Mk 1 series, RCAF 20722, 
in the background. (Canadair via Bill Upton Collection) 
 
 
Airframe Construction.  The CL-28 program first introduced the extensive use of titanium in aircraft 
construction in Canada. More than 1,225 kg (2,700 lbs) of this light-weight, robust metal was used in the 
construction of the Argus as a weight saving measure. Titanium was used, for example, for the engine 
firewalls, replacing a heavier, stainless steel design, and its use in the overall airframe, in lieu of steel, 
saved 408 kg (900 lbs).  
 
Central Fuselage.  The central fuselage, containing the tactical compartment, crew rest area, and bomb 
bays was 3.66 m (12 ft) in diameter and 14.63 m (48 ft) long. Because operational flying would mainly be 
at low altitude, pressurization was not required. The aircraft had no air-conditioning, but provision was 
made to draw in up to 66 cubic meters (2,340 cubic feet) of air per minute into the fuselage and to 
circulate it. However, when the Argus operated in hot climate areas, such as Puerto Rico, the inside air 
temperature would climb to uncomfortable levels and the aircraft was often flown with the windows open 
to help cool the inside air.  



Main Entrance Door.  The main entrance door was designed in two parts; a rear part was used for 
normal entry and exit and a smaller forward part was used only when extra width was required. The door 
was located on the port side of the aft fuselage and was hinged at the top to open outwards and upwards. 
Aircraft 20710 to 20712 were built with only one main door. A nylon safety net was fastened across the 
door when the aircraft was airborne.  
 
Landing Gear.  The nose landing gear consisted of two wheels mounted on an aluminum alloy casting. 
This gear retracted in a rearward direction into the fuselage where it was enclosed by hinged doors. On 
the ground, nose wheel steering was controlled by a hand-wheel mounted to the left of the pilot’s seat. 
Steering was possible only when the weight of the aircraft compressed the nose landing gear shock strut. 
The main undercarriage was composed of four-wheeled bogie units connected to the wing structure. 
Each unit retracted rearwards into the inner engine nacelle and a partial rotation of the bogie beam took 
place until the beam and shock strut were about 35 degrees from parallel. This partial rotation permitted 
the main undercarriage unit to be housed within the nacelle structure.  
 
Wing Flaps.  The aircraft was fitted with double-slotted Fowler type flaps located along the trailing edge 
of each wing, extending from the wing root to the ailerons. Each flap was divided into two sections, an 
inner and an outer flap section. The flaps were driven by alternating current electrical motors that turned 
torque tubes through a differential gearbox unit to screw jacks. The screw jacks ran the flaps out and 
down along roller carriages located at the trailing edge of the wing. The flaps had four positions, fully 
retracted, extended 15°, 30° and fully extended, which was 45°. The position of the flaps was indicated 
externally by black markings painted on the top surface of each inboard flap.  
 
Flight Controls.  In the Argus, the flight controls were free-floating. This meant that there was no direct 
linkage between the cockpit controls and the primary control surfaces of the ailerons, rudder and 
elevators. Movement of the cockpit controls was transmitted by mechanical linkage to servo tabs located 
on the trailing edges of the ailerons, rudder and elevators. The aerodynamic reaction to the movement of 
the servo tabs resulted in the required displacement of the primary control surfaces.  
 
Spoiler System.  To increase the operational manoeuverability of the aircraft at low speeds and low 
altitude, spoilers were fitted inboard of the ailerons on the upper surface of each wing. The spoilers were 
operated by electrically powered actuators and were independent of each other. The downward 
movement of the aileron servo tab energized the actuator to operate the spoiler proportionally to servo 
tab displacement. When deployed, the spoiler killed the lift over the top surface of the wing and enabled 
the aircraft to drop a wing very rapidly to execute a tight turn at low altitude, enabling it to return very 
quickly to the site of a moving target. The spoiler system was automatically rendered inoperative at 
speeds above 370 km/h (200 kts).  
 
Trim.  Electronic actuators provided aileron and rudder trim. The actuators were energized by toggle 
switches located on the control pedestal. Elevator trim was operated either electrically by a switch on the 
pilots control column or manually by control wheels located on the cockpit pedestal.  
 
Gust Locks.  Hydraulically operated control surface locks were provided to prevent damage caused by 
gusty wind conditions that would cause buffeting of the control surfaces.  
 
Aircraft Batteries.  Two 24-volt lead-acid batteries, each weighing 34 kg (76 lbs), were located in the 
centre lower fuselage compartment, one on the starboard side and one on the port side. In the event of a 
power failure, the batteries would operate essential flight services for up to ten minutes.  



Power Plant 
 
Engines.  The 3,700 horsepower Wright R-3350 TC 981 EA-1 was an 18-cylinder, twin row radial, air-
cooled turbo-compound, piston engine, fitted with 36 spark plugs. These U.S. built engines produced high 
power at low altitudes with relatively low fuel consumption. This gave the aircraft a maximum range of 
approximately 8,190 km (4,427 nautical miles) and an endurance in excess of 26.5 hours. In the turbo-
compound engine, the high velocity exhaust gasses drove three turbine wheels mounted on the engine. 
The power generated by the turbine was transmitted by a shaft, through reduction gears and a fluid drive 
coupling to the crankshaft. With very skilled piloting and perfect atmospheric conditions the aircraft could 
be expected to maintain altitude on one inboard engine, using dry power at a weight below approximately 
41,731 kg (92,000 lbs). The flight engineer, using an ignition analyser oscilloscope, monitored the firing 
patterns of the 36 spark plugs per engine, for a total of 144 spark plugs for the four engines.  
 
Wet Power.  When Wet Power was used for take off, the fuel ratio was reduced and Anti-Detonate 
Injection fluid (ADI), composed of 40 parts water and 60 parts methanol alcohol, was injected into the 
engine cylinders to cool the combustion charge. Each engine had a 45.5 litre (10 Imperial gallon) tank of 
ADI fluid. The system was designed to operate for five minutes at maximum flow. Operation of Wet Power 
was initiated by four guarded On/Off switches located on the pilot’s overhead panel. ADI fluid would be 
pumped by a booster pump only when the flight engineer had advanced the throttles to obtain a manifold 
pressure of 41 inches of mercury or greater. The engine produced a military rated power of 3,400 HP, 
known as Dry Power. Full power rating was 3,700 HP using Wet Power.  
 
Fuel Tanks.  The fuel load was carried in 18 fuel cells, nine in each wing. The cells in each wing were 
inter-connected to form four tanks. The total usable fuel load was 30,185 litres (6,640 Imperial gallons), 
giving a weight of 21,686 kg (47,808 lbs). Maximum allowable fuel weight for landing was 10,886 kg 
(24,000 lbs).  
 
Fuel Specifications.  The specified fuel for the Wright R-3350 was AVGAS grade 115/145-octane. 
However, the lower grade of 100/130-octane was acceptable if the engine distributors were re-timed and 
the spark plug gaps were adjusted. One of the factors leading to the retirement of the Argus was the 
worldwide scarcity of 115/145-octane fuel required by the R-3350 engines. In the later years of Argus 
operations, the aero-engine technicians of 407 Squadron, CFB Comox, re-timed the engine distributors 
and adjusted the spark plug gaps in an effort to achieve more efficient use of the 100/130-octane fuel that 
was the only grade available at many foreign military air bases.  
 
Oil Tanks.  One oil tank was located in each engine nacelle, aft of the firewall. Each tank had a usable 
capacity of 303 litres (66.6 Imperial gallons) for a total of 1,209 litres (266 Imperial gallons), giving a 
weight of 1,086 kg (2,394 lbs). Oil was a critical element in engine operations, because it was well known 
that the aircraft would run out of oil before it ran out of fuel.  
 
Propellers.  Curtiss Electric, C634S-C554, 4.72 m (15 ft 6 in), three-bladed propellers were fitted to each 
engine. The propellers incorporated electrical pitch control, feathering, reversing and synchronizing. 
Propeller reversing was used on landing as a means of rapid deceleration to shorten the landing roll. 
Reversing was accomplished by raising the pilot’s engine throttle levers up and over a gate at the idle 
stop, to the reverse position. To achieve reverse thrust, the propeller blades were moved by the pitch 
change motors from 150 positive pitch to a reverse pitch angle of minus 80. Further aft movement of the 
throttles increased engine power with reverse thrust. A locking device prevented the flight engineer’s 
throttle levers from being advanced while the propellers were in reverse pitch.  



Each propeller blade was equipped with an electric de-icer heating mat along its leading edge. The 
heating mat loosened ice that formed on the blades, allowing it to be thrown off with propeller rotation. 
Replaceable ice protection plates were fitted to each side of the fuselage opposite number two and 
number three propellers to prevent fuselage damage from this flying ice.  
 
 
Emergency Equipment 
 
Life Rafts.  Four 10-man life rafts were carried, one was located in each wing between the inboard 
nacelles and the fuselage and two were located within the fuselage adjacent to the main entrance door.  
 
Gibson Girl.  A CRT-3 Emergency Radio Transmitter (Gibson Girl) was located just behind the port over-
wing escape hatch. This bright yellow, buoyant radio was operated by holding it between the knees and 
cranking a handle. This generated electric current, causing the radio to transmit a distress signal on 500 
kHz and 8364 kHz, the international distress channels, in the event of a forced landing. The concave 
sides of the radio case, designed to allow it to be held firmly between the knees, gave the impression of a 
young lady’s narrow waist. Second World War users affectionately named it after the drawings of Charles 
Gibson, an early 20th century graphic artist, who portrayed young ladies as the personification of feminine 
ideal.  
 
 
Electronic Systems 
 
Search Radar.  The aircraft was fitted with a powerful long-range radar system. The American built 
AN/APS-20E was fitted in the Mk 1 aircraft and the British built ASV-21 in the Mk 2. The radars were 
capable of detecting surface targets, such as ships, periscopes breaking the surface, surfaced 
submarines, ice flows, etc. Each system was capable of 360° search and provided high definition returns 
on a PPI scope equipped with variable ranges and range markers. The systems also featured a sector 
scan ability that permitted a concentrated search of a selected area. The transmitter in the APS-20E radar 
produced a power output of two million watts and gave a maximum range of 322 km (200 mi) at 7,620 m 
(25,000 ft) altitude. The ASV-21 radar produced a power output of 150,000 watts and a maximum range 
of 274 km (170 mi). The search radar could also be used as an aid to navigation.  
 
Communications.  The Argus was equipped with a wide range of radios that covered the high frequency 
(HF), very high frequency (VHF) and ultra high frequency (UHF) bands. The aircraft carried two HF radio 
systems known as HF-1 and HF-2. The HF-1 was the ARC-505 and the HF-2 was the ARC-38. The VHF 
radios were the ARC-502 (early) and the ARC-506 (later). The UHF radio was the ARC-552.  
 
SARAH.  The Search and Rescue and Homing radio equipment was located at the radio operator’s 
position to assist in search and rescue (SAR) operations.  
 
Intercom.  An intercom system, the AIC-10, provided transmission and reception facilities at crew 
stations and outlet points for ground crew accessibility. Also, six loud speakers were installed throughout 
the aircraft as a listening facility for flight personnel when they were not connected to the intercom.  
 



With the passage of time, new communications systems were installed as obsolete systems were 
removed. Two airborne teletype systems were installed. The ARR-501 was a low frequency teletype and 
the UGC-503 was a high frequency teletype, which worked with the HF-1 radio. In later years, KY-28 
cipher equipment was installed. This provided secure voice communications for the UHF radio.  
 
 
Air Navigation and Tactical Control (ANTAC).  The ANTAC system was built for the Argus by 
Computing Devices of Ottawa, Canada. This system gathered information on the position, direction and 
speed of the Argus and presented it through a Tactical Display Unit as an arrow of light projected on a 
chart or map thereby representing the aircraft’s position and speed.  
 
 
Additional Navigation Systems.  Other navigation aids provided in the aircraft included: 
 
APN-70 LORAN    ARN-82 VOR/ILS 
APN-501A DOPPLER    MN-53B Marker Beacon Receiver 
ARN-501 TACAN (Early)   ARA-8 VHF/UHF Homing Adapters 
ARN-504 TACAN (Later)   ARA-25 UHF Direction Finder 
ARN-509 OMEGA    APN-22 Radar Altimeter 
ARN-6  Radio Compass (ADF-2)  ARN-5 ILS 
ARN-44 Radio Compass (ADF-1)  B-6 Drift Meter 
A Kollsman Periscope Sextant was installed which enabled the navigator to take celestial observations.  
 
 
Magnetic Anomaly Detection (MAD).  The ASQ-8 MAD system functioned as a magnetometer that 
detected the presence of a submerged submarine by indicating a local change (anomaly) in the earth’s 
magnetic field caused by the large magnetic mass of the submarine. The presence of the submarine was 
indicated by a sharp deflection of an ink trace on a moving paper chart recorder. The magnetic sensor 
head was located inside a fibreglass MAD boom that extended 5.5 m (18 ft) beyond the rear fuselage of 
the aircraft.  
 
MAD compensation flights were required to calibrate the AQS-8 system. These consisted of a continuous 
series of flight manoeuvres involving of rolls, pitches and yaws. The flight manoeuvres continued until a 
specific figure of merit was achieved, but it often succeeded in making the strongest stomach queasy and 
induced air-sickness in many of the crew. Due to the foregoing effects, MAD compensation flights were 
not a popular undertaking.  
 
 
Electronic Countermeasures (ECM/ESM).  The purpose of the electronic countermeasures (ECM) 
system (later renamed electronic warfare support measures (ESM)) was the detection and location of 
foreign electronic transmissions by monitoring their signals. By receiving, displaying and analysing these 
signals, the bearing and identity of the alien transmitter could be established.  
The Argus ALR-8 ECM/ESM system consisted of the following equipment: 
APR-9   Aft Receiver System  APR-13  Forward Receiver System 
APA-69A  Direction Finder   APA-74  Signal Analyser 
 
The APR-9 and APR-13 were the intercept receiver systems and the APA-69A indicated the direction of 
the signals received by the intercept receivers. The APA-74 measured the width, shape and recurrence of 
the pulses received.  



Exhaust Trail Indicator (ASR-3).  The ASR-3 system was designed to detect smoke particles from a 
submarine’s diesel engine exhaust. The equipment never worked very well in the pollution-laden 
atmosphere off the East Coast of Canada except to detect the location of on-shore pulp and steel mills.  
 
Identification Friend or Foe (IFF).  The IFF system, when interrogated by radar, replied with a specific 
series of pulses indicating that it was a friendly aircraft. If no reply or an incorrect reply was received the 
aircraft was designated as a foe. The IFF system consisted of the following equipment: 
APX-7  Interrogation Radar 
APX-25  Identification Radar (Early) 
APX-77  Identification Radar (Later) 
 
 
Weapons Systems 
 
The CP-107 was equipped with two bomb bays, each 5.5 m long by 2.1 m wide (18 feet long by 7 feet 
wide). A variety of weapons could be carried, including depth bombs, mines, torpedoes, general purpose 
bombs, marine markers, parachute flares, rockets and sonobuoys. 
 
Sonobuoys.  The early versions of the sonobuoys were a passive submarine detection system that was 

first used during the Second World War. The sonobuoy 
was a 91 cm (36 in) long by 12.4 cm (4.87 in) diameter 
cylinder fitted with a hydrophone, a transmitter and an 
antenna.  
The passive sonobuoys were dropped into the sea in 
the vicinity of a submerged submarine to pick-up 
underwater sounds it might produce. Upon entering the 
water, the buoy released a hydrophone that dropped 
down into the sea to detect cavitation sounds from the 
submarine’s propellers as well as its engine noise. The 
sounds were then transmitted to the aircraft for 
processing by electronic equipment and displayed to the 
tactical crew.  
In later years with system upgrades, active sonobuoys 
were introduced into service. Active sonobuoys were 
part of the Explosive Echo Ranging (EER) equipment of 
the JULIE system. The fundamental basis of operation 
required the dropping of sonobuoys in the target area, to 

be followed by the release of small explosive charges. The detonation of the charges and the resultant 
echoes from the target are both picked up by the sonobuoys and relayed to the aircraft.  
The Argus was capable of carrying over 100 passive and active sonobuoys. The buoys would be 
launched through three internally loaded dispensers that were operated by compressed air and 
electronically activated. There were also two chutes in the rear fuselage where buoys could be launched 
manually.  
 
 
 

An aircrewman is shown loading a sonobouy into 
the open dispenser chute at the rear of an Argus. 
(CF Photo IH76-67) 



Sonar and Recording.  The sonar and recording systems functioned to amplify radio signals transmitted 
by the sonobuoys. In the Argus, these systems were composed of the following: 
 
ARR-52A  Sonobuoy Receiving System 
AQA-5   JEZEBEL Sonar Data Indicating System (long range acoustic detection system) 
ASA-20A  JULIE (Explosive Echo Ranging [EER] equipment system) 
AJH-501  Pen Recorder System (for JULIE system) 
UNH-501  Tape Recorder System 
ANH-502  Tape Recorder System 
RO-5014/SSQ-36 Bathy Thermograph Data Recorder 
Ambient Sea Noise Meter 
 
ARR-52A Sonobuoy Receiving System.  The ARR-52A system amplified radio signals transmitted by 
the sonobuoy on one of 31 possible frequencies. There were two systems - No.1 and No.2. The audio 
signals were sent to the recording equipment know of the JULIE and JEZEBEL systems and the ANH-
502 and UNH-501 tape recorders. For homing on sonobuoys, the On-Top Position Indicator (OTPI) 
system (from 1967) was used.  
 
AQA-5 JEZEBEL.  This incorporated the Sonar Data Indicating System in the Argus. This equipment had 
a large moving paper recorder (OA-3952) equipped with an electronic stylus that burned lines across the 
paper. Although the recorder had two fume exhaust blowers, they never succeeded in getting rid of the 
very bad smell generated when this equipment was operating.  
 
Missiles and Rockets.  Initially the Argus was designed and constructed with strong points located on 
the bottom of the outer wing to which missile pylons and rocket pods could be attached. Each pylon was 
capable of carrying up to 1,724 kg (3,800 lb) of ordnance.  
 

 
The two original underwing weapons pylons and central underfuselage recording camera pylon, can be readily discerned 
on Argus 20714, the RCAF’s weapons evaluation aircraft. The aircraft is seen here, still in its natural metal paint scheme, 
departing from Cold Lake, Alberta, on 15 July 1958. (CF Photo 121140) 



Depth Bombs and Torpedoes.  Armaments originally 
carried by the Argus were the Mark (Mk) 54 depth 
bombs and the Mk 30 and the Mk 34 homing 
torpedoes. With the introduction of nuclear submarines 
into the Soviet Fleet and the reduced possibility of 
submarines on or near the surface during hostilities, 
the weapon emphasis shifted to active homing 
torpedoes. The Argus could also carry the Mk 36 mine, 
the Mk 42, 43, 44 and 46 torpedoes, and, if the 
situation warranted, the Mk 57 and Mk 101 nuclear 
depth bombs. The total number of weapons that could 
be carried internally was limited by the total weight 
carrying capacity of the two weapons bays – 3,629 kg 
(8,000 lbs). Although capable of much destruction, 
there was never an occasion for any of these weapons 
to be dropped in anger.  
 
 
 
 
 
 

 

 
Weapons Techs, at Greenwood, with the aid of hand cranked bomb hoists, manually load a couple of Mk 30 acoustic 
homing torpedoes into the rear bomb bay of a No. 405 Squadron Argus, in February 1959. (CF Photo PCN-777) 

 
An early mock-up layout of a somewhat typical 
weapons load of torpedoes and depth bombs in an 
Argus bomb bay. (Canadair via Bill Upton Collection) 



 
RCAF Argus Mk 2, serial 20725, seen here during a sortie from Greenwood, drops a series of depth bombs from the aft 
bomb bay. The obsolete Mk 54 depth bomb was phased out in October 1979 and was replaced with the latest version of 
active homing torpedoes. (CF Photo PCN-736) 
 
 
Martin GAM-83 Bullpup A Missile.  The US Navy’s GAM-83 Bullpup A missile, later re-designated 
AGM-12A, was originally known as the ASM-N-7. This 3.2 m (10.5 ft) long tactical air-to-surface missile 
was radio command guided and was equipped with a conventional 113 kg (250 lb) high-explosive 
warhead. The GAM-83 had an LR58-RM-4 storable liquid-fuel rocket engine, producing 5,443 kg (12,000 
lb) static thrust, giving it a range of 11 km (7 mi). This missile was selected for the handling, jettison and 
firing trials with Argus 20714, at Cold Lake and Point Mugu, California, from October 1960 to May 1961.  
 

 
RCAF pilot’s Ayres and Wightman, perform preflight checks at Cold Lake with CEPE’s Argus, serial 20714, configured with 
two under-wing mounted, GAM-83 Bullpup A missiles, just prior to a test flight, on 25 October 1960. On the side of the 
fuselage, above the wing root, can be seen the titling, CENTRAL EXPERIMENTAL AND PROVING ESTABLISHMENT.       
(CF Photo PL-129855) 



Ordnance Weights.  The weights of various weapons, carried by the Argus, are as follows: 
Mk 36 Mine  493 kg (1,086 lbs)  Mk 44 Torpedo  201 kg (444 lbs) 
Mk 54 Depth Bomb 159 kg (350 lbs)   Mk 46 Torpedo  245 kg (541 lbs)  
Mk 57 Depth Bomb 231 kg (510 lbs)   Marine Marker Mk 25 1.8 kg (4 lbs) 
Mk 101 Depth Bomb 544 kg (1200 lbs)  Marine Marker Mk 58 6.4 kg (14 lbs) 
Mk 43 Torpedo  123 kg (271 lbs)   Parachute Flare  14 kg (30 lbs) 
 
 
Tactical Weapons Navigation Station.  All weapons were selected from the Tactical Navigators 
Armament Panels at the Tactical Weapons Navigation Station (TACNAV), located near the rear, port side 
of the aircraft. All weapons were capable of being released from either the TACNAV or the Pilot’s 
position. The nuclear weapons (if carried) were selected similarly, however, a safety button, below the 
Load Selector Switch, was required to be pressed and held while selecting these specific stores.  
 
The nuclear anti-submarine capability aspect of the Argus was largely unknown by the general public, in 
this, the nation renown for its peacekeeping duty reputation, but it was a perceived necessity during the 
Cold War era. However, Canada did not acquire any of these weapons for its Maritime Air Command fleet 
of aircraft, they would have been provided by the United States, if necessary.  
 
Along with the Neptune, Tracker and even the Sea King helicopters, in the Canadian and United States 
naval services, many of the Argus aircraft incorporated the means of carrying the Mk 57 (known as the 
B57 after 1968) and the Mk 101 Lulu nuclear depth bombs. These ‘special’ weapons would have been 
carried in the Argus, if the dire situation arose, on the right hand side of the centre bomb rack stations in 
the forward and aft bomb bays. Multiple safety features in the release procedures precluded the 
accidental release of a nuclear store.  
 

 

 
 

 
Details of the Load Selector switch and the dual 
guarded, toggle Safe/Release switches for the MK 57 
and Mk 101 stores.  
 

The main TACNAV armament panels as seen in Argus 10742. The Load Selector switch is nominally rotated to the left to 
select the required stores. In order to effect the selection of the nuclear weapons, a spring-loaded push-button would be 
required to be depressed as the switch is rotated to the right. The Center Mounted Stores panel contains the multi-
coloured stores status lights, aligned next to the appropriately illuminated yellow lights of the selected stores. The Mk 101 
and Mk 57 stores lights are seen as the lower sets in Stations 1, 2, 3 and 4. (Bill Upton Photo) 
 
 
Searchlight.  The AVQ-2C searchlight was mounted on the leading edge of the starboard wing and 
located outboard of the outer engine.  The searchlight had a capacity of 70 million candlepower and was 
capable of turning night into day in the local area. The light was used to locate and identify surface targets 
at night. Controlled from the co-pilot’s position, it was adjustable in azimuth and elevation.  
 



Aircraft Crew - Operation and Tactical 

 
Argus Crew Stations 

 
Crew.  The normal Argus crew was made up of: 3 pilots, 2 flight engineers, 4 navigators, and 6 radio 
officers, later known as Airborne Electronic Systems Operators (AESOP). The flight crew consisted of two 
pilots, the flight engineer and the long-range navigator, plus any extra pilots or flight engineers on board. 
The remaining navigators, radio officers and AESOPs made up the tactical operations crew contingent.  
 
Crew Stations.  Flight operating crew members, employed in their primary role, occupied the following 
positions: pilot, co-pilot’s seats, flight engineer’s station, routine navigator’s station, radio operator’s 
station. The tactical crew, was located primarily in the tactical and detection compartment, but there was a 
nose lookout station, sometimes occupied by a bomb-aimer, observer, or whomever was free at the time 
during flight. It was not occupied during take-off and landing. The nose watertight door was to be kept 
closed at all times except for entrance and exit purposes.  
 
The tactical and detection compartment, basically the heart of the aircraft, contained the Tactical 
Navigator, JEZEBEL, Search Radar, Detection and ECM Operators. The port and starboard Lookout 
stations were occupied by crew members who operated the hand held Hulcher camera to obtain 
photographs of surface shipping and submarines, oil slicks, drift nets and foreign and domestic fishing 
vessels engaged in illegal activities. 
 
Crew Rest.  The aircraft had a galley, containing a two–plate electrical stove, oven, sink, two hot cups 
and an electrical refrigerator, providing in-flight meals and refreshments. In the crew rest area, passenger 
seats and four bunks were available for off-duty crew members on long flights.  
 



Argus in Service 
 
17 May 1958 was declared ‘Argus Day’ at Greenwood, N.S. The occasion was to mark the introduction of 
the new Canadair CL-28 Argus into Maritime Air Command. Canadair made five aircraft available at 
Greenwood for fly-pasts and static displays. On this day, Air Marshal H.L. Campbell, Chief of Air Staff, 
officially turned over the Argus to Maritime Air Command.  
 
Also assembled on the ramp for the event were visiting and other aircraft of Maritime Air Command, 
comprising a Lockheed P2V-7 Neptune, the Grumman CS2F-1 Tracker, Consolidated Canso, a Fairchild 
C-119F Flying Boxcar, and a de Havilland Canada Chipmunk trainer. RCAF de Havilland Comet jet 
transport, serial number 5301, delivered the high-ranking VIPs and dignitaries to the prestigious event.  
 

 
Argus 20719 XV 719 is the centre of attention at the first ‘Argus Day’ celebrations at RCAF Station Greenwood, as the 
RCAF band and troops march in review past the VIP podium. Visible behind ‘719 are Argus (L-R) 20712 PX 712, 20718 and 
20713. Not visible, off the left of the photo, is aircraft 20716, the first Argus to arrive at Greenwood. (Canadair via Bill Upton 
Collection) 
 
 
Argus Conversion Training 
 
No. 2 (M) Operational Training Unit (OUT) Detachment, Greenwood, N.S.  
 
In early March 1958, a Detachment of No. 2 (M) OTU was formed at RCAF Station Greenwood under the 
temporary command of Wing Commander C.N. Torontow. The role of the detachment was the conversion 
training of Maritime Air Command aircrew from the Neptune to the Argus. In May 1958 the detachment 
had one Argus on strength and the unit began conversion training in June. By the end of November 1958, 
aircraft strength had increased to four for conversion training and by May 1959, there were five. The first 
students were flight engineers of No. 405 Squadron, who were followed by pilots, navigators and radio 
officers of the same squadron. The first course graduated in August 1958.  
 
During the period June to October 1958 a total of sixteen pilots and ten flight engineers of No. 405 
Squadron were converted to the Argus. In February 1959, No. 405 Squadron had completed its 
conversion and, in March, conversion training for No. 404 Squadron commenced.  



In August 1960, the No. 2 (M) OTU detachment was re-designated the Argus Conversion Unit (ACU) and 
continued to be known by that title until the unit was disbanded on 1 May 1968 and taken over by No. 449 
Maritime Training (MT) Squadron.  
 
 
No. 9 Field Technical Training Unit (9 FTTU).  
 
A second training unit, No. 9 Field Technical Training Unit, also at Station Greenwood, was principally 
involved in the technical training of Maritime Air Command aircrew and ground crew trades personnel on 
the Argus. No. 9 FTTU began conducting Argus training courses in June 1958, and continued until it was 
disbanded in May 1968.  
 
 
Argus Strength Build-up at RCAF Station Greenwood 
 
Initial build up of Argus aircraft at Greenwood was slow and, by late July 1958, there were only five 
aircraft on station strength. This situation improved in the second half of the year and, by the end of 
November 1958, there were ten aircraft on station, four of which were on strength of No.2 (M) OTU 
Detachment for conversion training. 
 
By the end of May 1959, Maritime Air Command had received a total of 17 aircraft, 15 of these were on 
strength at Greenwood. Two of the aircraft had been flown back to Canadair in Montreal for completion of 
anti-submarine warfare (ASW) modifications. There were now five aircraft on strength with No. 2 (M) OTU 
Detachment. At the end of May 1960, Argus strength at Greenwood had increased to 24 aircraft. The last 
of the 33 aircraft on order from Canadair in Montreal were delivered by the end of November 1960, 
bringing the Argus strength at Greenwood to 30 aircraft.  
 

 
During a series of early public relations demo flights from RCAF Station Greenwood, showing off the capabilities of the 
new aircraft, the first Argus Mk 2 aircraft, RCAF 20723, is seen performing an intercept of the Royal Navy ‘Oberon’ class 
submarine, HMS Oracle (S16), somewhere in the Atlantic. (Canadair via Bill Upton Collection) 
 



Argus Squadrons and Units 
 
A total of ten RCAF/CAF Squadrons and units operated the Argus: 
 
No. 404 Squadron (VP 404), Greenwood, N.S.  No. 2 (M) OTU Detachment, Greenwood, N.S. 
No. 405 Squadron (VP 405), Greenwood, N.S.  Argus Conversion Unit, Greenwood N.S. 
No. 407 Squadron (VP 407), Comox, B.C.  CEPE/AETE Uplands, Ont./Cold Lake, AB. 
No. 415 Squadron (VP 415), Summerside, P.E.I.  CEPE Climatic Detachment, Namao, AB. 
No. 449 Squadron (VP 449), Greenwood, N.S. MPEU, Summerside, P.E.I. 
 
By June 1970, former RCAF Maritime Air Command/CAF Maritime Command squadrons were re-
designated with the newer Fixed Wing Patrol ‘VP’ prefix adopted from the U.S. Navy designation system. 
However, the former ‘No. XXX Squadron’ (oftentimes shortened to just ‘XXX Squadron’) squadron 
designation system remained in somewhat general use thereafter.  
 
 
No. 404 (“Buffalo”) Squadron, Greenwood, N.S. 
 

No. 404 Squadron was the second operational squadron to receive the Argus. In March 
1959, No. 404 Squadron aircrew began conversion on the Argus and on 15 April 1959, 
the first aircraft, RCAF serial 20730 arrived followed by the second early in May. The 
last P2V-7 Neptune departed the squadron in mid August 1959. The squadron 
continued to operate the Argus for 21 years, including taking on the operational training 
tasks of disbanded 449 Squadron in 1975, before being re-equipped with the new 
Lockheed CP-140 Aurora. The last operational flight of an Argus by 404 Squadron 
occurred in August 1980.  

 

 
The last entire graduation class to be trained on the Argus, as well as the instructors from No. 404 “Buffalo” Squadron, 
paid a visit to Canadair, in November 1979, aboard aircraft 10740, borrowed from No. 405 “Eagle” Squadron, Greenwood. 
The course graduation ceremony was held at Greenwood on 6 December. International graduates included: Flight 
Lieutenant Collins, Royal Australian Air Force, Flight Lieutenant Lovett, Royal Air Force, Lieutenant Joyce, U.S. Navy and 
Captain Stone, Canadian Forces. (Canadair via Bill Upton Collection) 
 
 



No. 405 (“Eagle”) Squadron, Greenwood, N.S. 
 

In April 1958, No. 405 Squadron became the first operational squadron in the RCAF to 
be equipped with the CP-107 Argus. The unit conducted its first flight on the new aircraft 
in August 1958 and later in the same month flew its first MAD compensation flight in the 
Argus. In February 1959 the squadron completed its conversion to the Argus and would 
continue to operate with the aircraft for a longer period of time than any other unit in the 
RCAF/CAF.  
No. 405 Squadron flew the Argus for more than twenty-two years before converting to 
the Lockheed CP-140 Aurora.  

The last official Argus operational flight out of Canadian Forces Base Greenwood, by 405 Squadron, was 
flown on 10 November 1980 by a combined VIP/Public Relations crew. The last actual Argus operational 
patrol was flown by 405 Squadron the next day by a crew, lead by Flight Lieutenant (F/L) B.A. Collins, a 
Royal Australian Air Force (RAAF) Exchange Pilot.  
 
 
No. 407 (“Demon”) Squadron, Comox, B.C. 

 
No. 407 Squadron became the fourth operational squadron, in the newly designated 
Canadian Armed Forces (CAF) to receive the Argus when the unit took delivery of its 
first aircraft in mid May 1968. By the end of 1968 the squadron had five aircraft on 
strength. No. 407 Squadron was unique among the units operating the Argus in that it 
flew only the Mk 1 version of the aircraft.  
On 1 June 1974, 407 Squadron set a new Argus endurance record when a crew led by 
Major Stan Froehler flew a round trip from Comox to Shemya, in the Aleutian Islands, in 
31.1 hours.  

In October 1980, one Argus was ferried from Comox to Summerside for storage, thus marking the start of 
the run down of the Argus strength in the unit. 407 Squadron had operated the Argus for thirteen years.  
The Lockheed CP-140 Aurora officially replaced the Argus in 407 Squadron on 11 June 1981. Three days 
later the last Argus was struck off strength of 407 Squadron and placed on display at CFB Comox.  
 
 
No. 415 (“Swordfish”) Squadron, Summerside, P.E.I. 
 

On 1 May 1961, No. 415 (MP) Squadron was re-formed at RCAF Station Summerside, 
P.E.I., as the last East Coast Argus squadron. The first Argus for the unit was received 
from RCAF Station Greenwood on 8 June 1961. On 26 July 1961, an Argus of No. 415 
Squadron piloted by F/L W.S. Misener established a Canadian endurance record by 
staying airborne for 30 hours and 20 minutes during an Arctic reconnaissance flight.  
 
On 8 May 1962, the squadron received its sixth and final aircraft from RCAF Station 
Greenwood. By August 1972, 415 Squadron operated only Mk 2 version of the Argus.  

On 30 January 1978, an Argus of 415 Squadron was deployed to CFB Edmonton, Alberta for a week in 
support of “Operation Morning Light”, the search for the remains of Cosmos 954, a Soviet nuclear 
powered radar ocean reconnaissance satellite (RORSAT) that had crashed in the Northwest Territories 
(NWT).  
 



No. 415 Squadron conducted the final Argus Northern Sovereignty Patrol from 27 to 31 May 1981 when 
the aircraft flew from CFB Summerside, P.E.I. to Yellowknife, NWT, and return.  
 
During June and July 1981, 415 Squadron was relocated from Summerside, P.E.I. to Greenwood, N.S. 
On 24 July 1981, Argus 20736 made the last official flight by 415 Squadron. No. 415 Squadron flew the 
aircraft for twenty years and was the last squadron in the Canadian Forces to operate the CL-28/CP-107 
Argus. The squadron spent the remainder of the summer and fall converting to the Lockheed CP-140 
Aurora and flew its first Aurora Operational Patrol on 8 October 1981.  
 
 
No. 449 (“Unicorn”) Maritime Training (MT) Squadron, Greenwood, N.S. 
 

No. 449 (MT) Squadron was formed at CFB Summerside upon the disbandment of No. 
2 (M) OTU on 1 April 1968, and was relocated to CFB Greenwood on 24 May 1968.  
Upon arrival at CFB Greenwood the unit incorporated No. 9 Field Technical Training 
Unit (9 FTTU), the Argus Conversion Unit (ACU) and the Operational Flight Tactical 
Trainer (OFTT), which wore the spurious serial number ’709’ on its nose. The role of 
No. 449 Squadron was the training of aircrew and ground crew personnel to the 
standards of ASW operational efficiency required for the squadrons of Maritime 
Command. After flying the Argus for seven years, 449 Squadron was disbanded on 1 

September 1975 and 404 Squadron assumed its training role. As a result of this event 404 Squadron was 
re-designated 404 Maritime Training (MT) Squadron that same day. In mid 1977, 404 (MT) Squadron 
ceased training of Argus ground crew tradesmen.  
 
 
Maritime Proving and Evaluation Unit (MPEU), Summerside, P.E.I. 
 

The MPEU was formed as a separate unit on 1 April 1959 at RCAF Station 
Greenwood, N.S. The role of the MPEU was to evaluate the effectiveness of new ASW 
systems, modifications to existing equipment and tactics to be used in Canadian 
Maritime Aviation. Prior to April 1959 the unit had been a flight of No. 404 Squadron 
and operated the Lockheed P2V-7 Neptune. The unit received its first Argus on 22 July 
1959.  
The MPEU was relocated from RCAF Station Greenwood to RCAF Station 
Summerside on 15 August 1959.  

 
In September 1971, Argus 20728 was flown to the Aerospace Engineering and Test Establishment 
(AETE) at CFB Cold Lake, Alberta to have a Motorola APS-94D Side Looking Airborne Radar (SLAR) 
installed and perform preliminary flight tests with this unit. The SLAR equipment featured a large external 
antenna that was mounted below the fuselage, via the weapons hardpoints in the aft bomb bay. On 4 
January 1972, Argus 20728 was deployed to Phoenix, Arizona, to complete the SLAR installation and 
perform acceptance testing. With this installation, came a somewhat humorous moniker – the informal 
renaming of the aircraft as the ‘SLARgus’, as well, the aircraft sported a cartoon image of a speeding 
Roadrunner, on the port side nose, during its Arizona tenure.  
Many operational tests were performed in the Arctic regions studying ice formations with a particular 
study conducted in April 1975, called Exercise AIDJEX, of ice dynamics around and under a manned 
Arctic research station. When serious ice cracking beneath the research station was discovered, the 
personnel were quickly evacuated.  



An overflight of the North Pole with ‘728 followed in October 1976 during Exercise BRISK. In August 
1977, with all SLAR trials completed, the APS-94D equipment was removed from the aircraft.  
 
Based at CFB Summerside for nineteen years, the MPEU was relocated to CFB Greenwood in August 
1978. During the twenty-one years that the MPEU flew the Argus, a total of eight separate aircraft were 
operated, some for only a short period. However, one aircraft, serial number 20729, remained with the 
unit from 1961 to 1980. This Argus, fitted with a new MAD system, also participated in Exercise BRISK 
and was responsible for the most northerly MAD detection of a submarine.  
 
On 18 June 1980, Argus 10729 was flown on the last operational flight with the MPEU. In July, this 
aircraft was ferried from CFB Greenwood to CFB Summerside for storage and was deleted from unit 
inventory. Thus ended the MPEUs long association with the Argus.  
 

 
In a nice air-to-air photo op in 1969, CAF Argus serial 20729, proudly displays the MPEU badge on its nose, with MARITIME 
PROVING AND EVALUATION UNIT emblazoned on the side of the forward fuselage, forward of the propeller-warning 
stripe. Further aft, and above the wing, can be seen MARITIME COMMAND titling. (CF Photo SEC69-834) 
 
 
Central Experimental and Proving Establishment (CEPE), Uplands, Ontario 
 

 
The CEPE was formed at Rockcliffe, Ontario, prior to the Second World War and 
moved to Uplands, Ontario, in the post-war period. The role of the CEPE was to test 
fly and accept new aircraft and engines after manufacture or overhaul and to evaluate 
and prove new equipment and materials required for introduction into the RCAF.  
 
Between April 1958 and November 1970 a total of seven separate Argus aircraft were 
test flown by CEPE including, in 1958, aircraft 20713 and 20715.  
 

 
 
 
 



Air Armament Evaluation Detachment (AAED), Cold Lake, Alberta 
 
The AAED was tasked with the evaluation of Air Weapons Systems in RCAF aircraft. The unit was 
located at Cold Lake in order to utilise the vast Primrose Lake Weapons Range, situated in the empty 
wilderness north of Cold Lake.  
 
Argus 20714 was assigned to the AAED from 1958 to 1961 for testing and clearance of weapons 
dropping. In November 1960, Argus 20714 was flown from the AAED to the Naval Weapons Test Facility 
at US Naval Air Station (USNAS) Point Mugu, California, to work on Project EP60/58. The purpose of the 
project was to integrate, evaluate and test launch the Martin Bullpup air-to-surface missile from an Argus 
aircraft.  
 
The Canadian CEPE / AAED Detachment, at Point Mugu, was code-named “Ultra West”. The name had 
originated in 1956, during evaluation trials of the new Douglas Sparrow II air-to-air missile, that were 
being test-launched from RCAF Avro Canada CF-100 Mk 5M aircraft, as part of development testing for 
the new Avro CF-105 Arrow programme.  
 

  
Argus 20714 displays the unique Bullpup air-to-surface missile installation under its port wing. Standard missile rails 
replaced the originally installed wing pylons for these missile evaluation trials conducted at Cold Lake and at the Pacific 
Missile Test Center (PMTC), Point Mugu, California. Some 50 air launches were carried out during the course of these 
evaluations.  Next, ‘714 is seen taking off with two Bullpup A missiles, on another series of handling trials at Cold Lake.  
(CF Photos PL-129857 and PL-129858) 
 
In May 1961, upon completion of the project, Argus 20714 returned to the AAED at Cold Lake, Alberta.  
The full results of these trials were not made public. However, the RCAF did not purchase the Bullpup 
missile possibly due to its short-range capability.  
 
 
CEPE Climatic Detachment, Namao, Alberta 
 
The function of the CEPE Climatic Detachment was to operate and test aircraft under severe cold 
weather conditions for the Royal Canadian Air Force, Royal Canadian Navy and Royal Air Force. Argus 
20712 carried the White Polar Bear badge of the Climatic Detachment while it was assigned, during the 
winter months, to the unit from 1957 to 1960.  
 
 
 



Distinctive Unit Markings 
 
At the time that the Argus was taken on strength, RCAF aircraft carried two letter unit codes on the sides 
of the fuselage. The Argus units carrying these codes were No. 404 Squadron, No. 405 Squadron, No. 2 
(M) OTU and CEPE. A total of five individual aircraft were known to have carried these unit codes. It was 
also a custom of the units operating the Argus to paint propeller spinners in a specific unit colour. This 
practice dated back to the days of the Lancaster and Neptune aircraft in Maritime Air Command of the 
RCAF. In later service, individual squadron/unit badges were seen carried on the nose, port side only, of 
No. 404, No. 405, No. 415 Squadron and MPEU aircraft.  
 
Aircraft of No. 407 Squadron, CFB Comox, B.C., carried a gold coloured winged trident located above the 
Canadian Flag on the tail fin. The trident was sloped downwards, at an angle of approximately 50 
degrees, with the three tines pointing towards the Canadian Flag.  
 
No. 415 Squadron aircraft were readily distinguishable in the fleet due to the squadron custom of painting 
a bright red leaping swordfish (nicknamed “Sydney”) on the fin above the Canadian Flag.  
 
Argus aircraft on the strength of squadrons at RCAF Station Greenwood, N.S. had the Bases’ badge, 
which was a diving Osprey hawk over trees and above two waves. It was painted on both sides of the fin 
and above the Canadian Flag. This custom was continued when the CP-140 Aurora arrived at 
Greenwood.  
 
 
The Cuban Missile Crisis 
 
In the fall of 1962, the Soviet Union began installing SS-4 Sandal medium range ballistic missiles and SS-
5 Skean intermediate range ballistic missiles on the Island of Cuba, located some 145 km (90 miles) 
south of Florida, which precipitated the Cuban missile crisis. The threat posed by the establishment of 
offensive missile sites stocked with Soviet strategic missiles, protected by island encircling batteries of 
SA-2 Guideline surface-to-air missiles, located in the Western Hemisphere, brought a sharp response 
from the American government, President Kennedy and military arms of the United States and Canada.  
 
Canada’s part in the crisis consisted of the RCAF and RCN participating in the tracking and surveillance 
of Soviet merchant shipping, attempting to deliver the SS-4 & SS-5 missiles for land-based missile 
launchers and SS-N-4 Sark submarine-launched ballistic missiles (SLBM). These missiles, with an 
estimated range of 600 km (373 mi), were to arm Soviet Golf Class ballistic missile submarines.  
 
RCAF Maritime Air Command established an air barrier across the Greenland, Iceland and United 
Kingdom (GIUK) Gap using 24 Argus aircraft from RCAF Station Greenwood, N.S.  
 
During the first two weeks of the crisis, Greenwood-based Argus aircraft plus 17 USN P-2 Neptunes, 
operating from USN Station Argentia, Newfoundland were tasked with surveillance and barrier patrols to 
locate and track the Soviet ships and submarines bound for Cuba. Later, eight more Argus aircraft from 
No. 415 Squadron based at RCAF Station Summerside, P.E.I., joined the hunt.  
 
Three Argus aircraft were continually in the air, six hours out to the patrol area, eight hours on station and 
six hours return for a total of 20 hours per sortie. The Argus was the ideal aircraft, because its range and 
weapons load was much greater than the Neptune or the Tracker. The Argus could easily cover the far 
southeast end of the barrier that was 1,609 km (1,000 mi) from Greenwood.  



The Argus carried a full “war load” of 3,629 kg (8,000 lbs) of Mk 43 torpedoes and Mk 54 depth bombs 
and a full compliment of sonobuoys. As the crisis evolved, the Canadian supply of sonobuoys became 
depleted, but the problem was solved with a no-cost re-supply from the United States Navy.  
 
The Argus was also tasked to patrol the Georges Bank of Cape Cod, Massachusetts, as this was an area 
from which the Soviet Zulu Class submarines could launch missiles at Boston and New York. Initially, this 
area was covered by US Navy Neptunes from US Naval Air Station Quonset Point, Rhode Island but, 
these aircraft had been moved farther south to reinforce the blockade of Cuba.  
 
The Cuban crisis ended, to international relief, on 28 October 1962 when the Soviets formally agreed to 
dismantle the missile sites and remove their missiles from Cuba. The Cuban conflict was the closest the 
Americans and Soviets came to the brink of a nuclear war.  
 
 
Argus Record Flights 
 
During the 23 years the Argus that was in service it set numerous records, some of the more significant 
are described below.  
 
Greenwood-Gibraltar Non-Stop. On 17 April 1959, Argus 20724 departed Greenwood and flew non-
stop to Gibraltar in 13 hours, to become the first Argus to cross the Atlantic Ocean.  
 
Hawaii to North Bay Non-Stop. On 1 October 1959, during a return flight from Australia and New 
Zealand, Argus 20725 of No. 405 Squadron flew non-stop from Hawaii to North Bay, Ont., a distance of 
7,350 km (4,570 mi) in 20 hours and 10 minutes.  
 
Altitude Record. In the fall of 1971, Argus 20712 set an altitude record for its type when Major S. Mohr of 
415 Squadron flew the aircraft to an altitude of 8,760 m (28,740 ft).  
 
Endurance Flight Record. Over the period 31 May to 1 June 1974, Argus 20711 of 407 Squadron, flown 
by Major Stan Froehler on a patrol to Shemya in the Aleutian Islands, set an endurance record for Argus 
aircraft that has never been exceeded. The crew was able to achieve the endurance of 31 hours and 6 
minutes by running the engines at a setting of 1,400 rpm (much lower than that recommended by 
Engineering Orders). In this manner they were able to conserve oil usage, consuming only 136 litres (30 
Imperial gallons) of oil per engine. It was a well-known fact that the Argus would run out of oil before it ran 
out of gas. This flight broke the endurance records previously set by No. 405 Squadron in April 1960 of 26 
hours 15 minutes and by No. 415 Squadron in July 1961 of 30 hours and 20 minutes.  
The record setting crew for Argus 20711 was: 
 
Major S.B. Froehler Pilot    Major T.F. Dandeno Executive Officer 
Captain J. Mar  Co-Pilot    Major C.L. Smith Maintenance Officer 
Captain E.C. Goski Co-Pilot    Lt J.F. Goldie  Flight Engineer 
Major D.A. Little  Lead Navigator   Sgt L. Vernance  Flight Engineer 
LCol B.T. Montgomery New CO 407 Squadron  MCpl D. Gibson  AESOP 
LCol W.H.D. Hedges CO 407 Squadron   MCpl R.G. Zwicker AESOP 
 
It is interesting to note that of all the record setting Argus only one was saved from the scrap heap and 
that aircraft, serial number 20712 now resides at the CFB Comox Air Force Museum in British Columbia.  
 



Argus Incidents: Close Calls, Bird Strikes and Crashes 
 
With the vast number of hours flown by the Argus, and its mode of operation at very low altitudes, at 
times in inclement weather, it is not surprising that there were close calls, bird strikes and fatal accidents. 
It is remarkable that there were not more than actually occurred. Fortunately, many did not involve 
serious injury nor loss of life in which serious injury or damage were averted through superior airmanship 
or instinctive reaction and personal courage. However, a few aircraft were involved in incidents resulting 
in serious and fatal injuries. Some of these incidents are described following.  
 
Near Fatal Ejection. On 31 October 1963, during a flight from RCAF Station Trenton, Ontario to 
Greenwood, N.S., an Argus encountered a problem with its large entrance door. Flying Officer R.J. Rowe 
was ordered to check the door and was almost sucked out when the door abruptly opened. Leading 
Aircraftman (LAC) H.F. Schulz, a safety equipment technician from RCAF Station Bagotville, who was 
flying as a passenger, grasped the officer and pulled him to safety. LAC Schulz was awarded the British 
Empire Medal (BEM) for gallantry in this incident.  
 
Jammed Controls. On 4 November 1966, Argus 20712 of No. 415 Squadron was on a routine patrol 
when the pilot, F/L D.M. Norman, experienced control problems when the elevators jammed while flying 
96 km (60 mi) southeast of Sable Island. To make matters worse the autopilot was unserviceable. The 
pilot managed to return to the coast of Nova Scotia and eventually landed safely at RCAF Station 
Chatham, N.B.  
 
Collapsed Nose Gear. Due to the large size of the nose radome, there was limited clearance to the 
runway upon landing. The clearance for the Argus Mk 1 was 58 cm (23 in) and the Argus Mk 2 cleared by 
76 cm (30 in). Thus any problems with the nose gear during landing could result in a smashed radome 
and a wrecked radar antenna. That is what occurred to Argus 10725 of 404 Squadron, CFB Greenwood 
in the winter of 1970/71. The aircraft touched down 18 m (60 ft) short of the runway threshold, bounced 
onto the runway and came to a stop 1,280 m (4,200 ft) from the button. The nose landing gear collapsed 
and folded back along the bottom of the fuselage, resulting in the need for a new radome and radar 
antenna.  
 
In-Flight Flying Controls Damage. Argus 10713 of 404 Squadron, on a routine patrol over the North 
Atlantic on 13 June 1972, was engaged in dropping sonobuoys. As one of the buoys was released the 
observer in the ASW compartment reported hearing a thump in the aft section of the aircraft. A short time 
later, the captain, F/L C.S.M. Anderson, Royal Air Force, and the second pilot, Captain S.W. Brygadyr, 
Canadian Armed Forces, found that the controls were jammed and an emergency was declared. All 
explosive stores were jettisoned and the aircraft was readied for ditching. The crew inspected the control 
system and found a badly bent elevator torque tube in the rear section of the aircraft. A sonobuoy vane 
had penetrated the lower fuselage skin, struck the tube and lodged itself in the interior of the rear 
fuselage, causing damage to the torque tube. The torque tube was driven nearly out of its spline. Two 
crew members, Warrant Officer M.P. Carroll and Corporal B.W. Miller gently straightened the tube and 
then strengthened it with hose clamps removed from other equipment in the aircraft. The pilots flew the 
aircraft, using trim only so as not to place any stress on the elevator controls. A United States Air Force 
SAR Lockheed C-130 Hercules from Lajes, in the Azores, made an airborne interception and escorted 
the Argus to the Azores. On the approach to Lajes, fuel was dumped and a safe landing was made, using 
trim and keeping elevator movement to a minimum. Three days later, after emergency repairs, the aircraft 
returned to CFB Greenwood. This dangerous incident resulted in an airframe modification to strengthen 
the lower aft fuselage by installing a doubler plate.  



Bird Strikes 
 
Because the Argus operated at low altitudes and in the avian-rich maritime environment, it was 
susceptible to bird-strike events. Gulls striking the large aircraft in its vulnerable nose and wing leading 
edge areas could cause a good amount of damage to the aircraft, let alone the crew members who might 
be in the exposed observation area of the nose. Two such incidences are described here.  
 
Bird Strike on Take-off. On 4 September 1960, Argus 20722 of No. 405 Squadron piloted by W/C C.N. 
Torontow and co-pilot, F/L D.R. Watson suffered multiple bird strikes during a night take-off from RAF 
Kinloss in Northern Scotland. The fully glazed, Perspex nose of the aircraft was shattered and the nose 
compartment was full of dead seagulls, blood, guts and feathers. Additionally, the windscreen was 
damaged and there were numerous dents in the leading edge of the wings. The pilots and flight engineer 
managed to get the aircraft airborne long enough to complete one circuit of the airfield before landing 
safely.  
 
Bird Strike and Personal Injury. On 14 December 1962, Argus 20735 of No. 415 Squadron, piloted by 
F/L A.F. Farris, was conducting an exercise with a RCN submarine. Flying Officer B.R. Johnson, a radio 
officer, was in the nose compartment when a seagull penetrated the Perspex and struck Johnson on the 
left foot, splintering the bone in his left toe. The nose compartment was filled with gale-force frigid air 
along with the remains of the deceased seagull. The compartment had to be evacuated and sealed off, 
whereupon the aircraft returned to base as the radio officer required medical attention for his injuries.  
 
 
Crashes 
 
MAPLE SPRING 1965. On 23 March 1965, the crew of Argus 20727 from the Argus Conversion Unit was 
participating in the first Exercise MAPLE SPRING, performing an after-dark search for a Royal Navy 
submarine, when it crashed into the sea, some 96 km (60 miles) north of Puerto Rico. There were no 
survivors of the sixteen personnel onboard. The crew consisted of thirteen officers, two flight engineers 
and a civilian scientist, Dr. C. L. Piggott. No official reason was ever given for the fatal crash, although 
unsubstantiated speculation suggested that fuselage corrosion might have played a part.  
 

 
Rarely seen photo of ill-fated Argus 20727, all the more rare with the blue United Nations rounds applied in place of the 
standard RCAF roundels. All other aircraft service markings have been removed or blanked over. At this time it was 
assigned to No. 2(M) OTU at Greenwood. The aircraft is seen here at RCAF Station Trenton on 15 August 1960, to serve 
duty as a “mother ship”, slated to accompany RCAF DHC-4 Caribou transports on one of their first overseas trips for 
United Nations service. (CF Photo PL-124469) 



A Fatal Landing. On 31 March 1977, Argus 10737 of 415 Squadron was on a search and rescue flight to 
the Spanish vessel “Dianteiro” that was operating on the Flemish Cap, a fishing bank off the coast of 
Newfoundland. The ship had a fire onboard and had declared an emergency. On the return from this 
mission in the late afternoon the weather deteriorated with thick fog and a low ceiling. The port outer 
engine (No.1) had been feathered en route due to the internal failure of a cylinder. As the aircraft 
approached CFB Summerside, P.E.I., it was landing into a 55 km/h (30 kt) headwind. Full flap was 
selected and power was reduced, but too soon, resulting in it being too low and too slow on final 
approach. It touched down, on its port main undercarriage, in a field to the left of the runway. It ran a short 
distance and became airborne again, but the air speed was critically low, directional control was lost and 
the port wing began to drop. As the aircraft rolled and crossed the ramp its port wing struck a parked, ice 
reconnaissance configured, Lockheed 188C Electra (registered CF-NAZ) owned by Nordair. The tail of 
the Electra was severed and its left wing was ripped open, spilling fuel, causing the aircraft to erupt into 
flames. The Argus crashed on the ramp, slid into the infield and caught fire.  
 
Fifteen crewmembers were able to escape from the burning wreckage. However, one crewmember (an 
observer) was killed in the crash and two of the crew (a pilot and a flight engineer) died later in hospital at 
CFB Shearwater, N.S. of severe burns. Base fire fighters extinguished the fires in both aircraft.  
 
 
Other Loss of Life. On 24 March 1966, an Argus from Station Greenwood was on a routine training flight 
over the Bay of Fundy when the flight engineer, Flight Sergeant R.W. Major, was lost through the camera 
hatch at the rear of the aircraft. A Grumman CSR-110 Albatross and a Boeing Vertol CH-113 Labrador 
helicopter from No. 103 Rescue Unit at Greenwood were immediately dispatched to the area, but the 
body was never recovered.  
 
 
A Few Undesirable Qualities 
 
Tricky Landings. The Argus was not easy to fly, because the aircraft was not built with power assisted 
flight controls and because of the floating controls. The control column was manually connected to the 
control rods that were attached directly to servo tabs that were located on all the flight control surfaces. 
The system worked quite satisfactorily except during landing when the airspeed dropped below 204 km/h 
(110 kts).  
During landing, the pilot could run out of control movement during a bad cross-wind situation. This 
problem was caused by servo tabs that were too small. As a result, the crosswind-landing limit for the 
aircraft was 31.5 km/h (17 kts), which was a very low figure for so large an aircraft.  
 
High Noise and Vibration. The Wright R-3350, 18-cylinder, engines produced high noise and vibration, 
particularly when the aircraft was in a climb. The galley, rest and dining areas were located amidships, 
adjacent to the engines and were the most severe areas for noise and vibration. These factors were 
major contributors to crew fatigue on flights of long duration. The R-3350 engine also had a propensity to 
leak oil during normal flight operations. Copious quantities of oil appeared as large stains down both sides 
of the rear fuselage, giving the aircraft a somewhat grubby appearance. Argus crews were often accused 
of leaving large deposits of heavy black oil on recently cleaned ramps.  
 
 
 
 



Low Level Manoeuvers.  
 
 
The procedure to safely initiate turns at low level during tactical 
manoeuvres below 152 m (500 ft) was to raise the nose and then 
begin a shallow climbing turn. Turns were not to be initiated or 
performed below 61 m (200 ft). The radar altimeter, aural and visual 
indicating instrument, was always to be selected “On” and set slightly 
below the lowest altitude anticipated during manoeuvres. The volume 
of the radar altimeter was to be adjusted to an audible level. When 
manoeuvring the aircraft at high all-up weight, the minimum airspeed 
was to be 296 km/h (160 kts). This speed provided a 20 percent 
safety margin above the stalling speed, at high all-up weight, with 45-
degree bank.  
 
 
 
 

Two Engine Operation. When it was necessary to operate on only two engines, power on the live 
engines was to be initially increased to at least maximum, excepting take-off power, to maintain altitude. 
The aircraft weight would be reduced to below 58,968 kg (130,000 lbs) as quickly as possible. A minimum 
of 259 km/h (140 kts) airspeed had to be maintained in the circuit and throughout the approach. The flaps 
were to be selected to 15 degrees upon intercepting the glide path. Full flaps were not to be selected until 
committed to land.  
 
One Engine Operation. With very skilled piloting and perfect atmospheric conditions, the aircraft could 
be expected to maintain altitude on one inboard engine using dry power at a weight below approximately 
41,731 kg (92,000 lbs).  
 
 
Airframe Hours 
 
On 15 March 1971, Argus 10718 of 407 Squadron became the first Mk 1 aircraft to pass the 10,000 flying 
hours mark. On 2 April 1971, Argus 10731 of 405 Squadron, flown by Major A.R. Smith, became the first 
Mk 2 aircraft to reach 10,000 flying hours. By 1977, aircraft 10735 had accumulated 14,793 flying hours 
and in 1980 Argus 10736 had some 16,000 hours recorded.  
 
 
Instructional Airframes 
 
Two aircraft were later converted to instructional airframes and sported Aircraft battle damage repair 
(ABDR) storage numbers on the nose. Argus 10739 became 749C in July 1975 and was used as a 
ground trainer at CFB Greenwood until May 1977 when it was routed to Industrial Marine Products (IMP), 
Halifax, N.S. for Depot Level Inspection and Repair (DLIR) and restoration to flying status. On completion 
it was transferred to 415 Squadron at CFB Summerside.  
 
 
 

 
A low-level intercept of a Soviet 
‘Hotel II’ SSBM off the coast of 
Newfoundland in February 1972. 
(DND Photo via R. Murray) 
 



Argus 10732 became 783C in May 1981 and was utilized for ABDR training, and employed by other 
agencies for specific requirements while at Mountain View, Ontario. It was declared surplus in October 
1988 and eventually moved to the nearby RCAF Memorial Museum at CFB Trenton.  
 

 
Argus 10732, formerly of 415 Squadron, is seen as 
AMDU Storage No. 783C at Mountain View, Ontario in 
July 1990. At the time, it was being used for RCMP anti-
terrorist training exercises. (Bill Upton Photo) 
 
 

 
Skilfully refurbished, Canadian Forces Argus Mk 2 10732 
is seen on display at the RCAF Memorial Museum, 
located at CFB Trenton, Ontario in August 2007.         
(Bill Upton Photo) 

Maintenance Contracts 
 
Canadair - DLIR. The RCAF out-sourced third line maintenance to civilian contractors. The maintenance 
of the Argus was carried out under a document known as Equipment Logistic Directive A239. From 1961 
to mid 1966 Argus aircraft were ferried to Canadair at Cartierville, Quebec for third line maintenance. This 
was known as Calendar Aircraft Inspection and Repair (CAIR). This term was later changed to Depot 
Level Inspection and Repair (DLIR). While undergoing CAIR, the aircraft structure was inspected for 
cracks and corrosion and repaired as necessary. Also, the electrical and electronic systems were 
modified to improve performance and new systems were installed.  
 
Fairey Aviation Ltd - CAIR. In the summer of 1966 the maintenance contract for the Argus fleet was 
changed from Canadair and awarded to Fairey Aviation Ltd., Eastern Passage, N.S. The beginning of the 
CAIR program at Fairey Aviation was less than auspicious as Argus 20720 suffered an explosion that 
destroyed a wing on 27 July 1966. Civilian workers, who were performing a leakage test on the fuel cells 
in the starboard wing, over pressurized the cells, causing an explosion that resulted in category “C” 
(meaning minor, local repair only) damage to the aircraft.  
 
Industrial Marine Products - DLIR. In the year 1970, Fairey Aviation went out of business and the DLIR 
contract went to Industrial Marine Products (IMP), Halifax, N.S. The company later changed its name to 
IMP Aerospace Ltd. In a typical year (1974) a total of eight Argus aircraft passed through the DLIR 
program. On 8 June 1979, Argus serial number 10732, the last aircraft in the fleet to undergo DLIR, rolled 
out of the IMP hangar at the Halifax International Airport.  
 
 
 
 



Competitions and Trophies 
 
The O’Brien Trophy. In 1969, Rear Admiral J.C. O’Brien, Commander, Maritime Command, (MARCOM), 
established the Maritime Commander’s Trophy to go to the winner of an inter-squadron ASW competition. 
Each squadron selected one crew to participate in a final Canadian competition. The winning crew won 
the trophy and earned the right to represent Canada in the International Fincastle Trophy competition.  
 
The Fincastle Trophy. The Fincastle Trophy was established on 31 October 1960 by Mr. and Mrs. Aird-
Whyte of London, England. This trophy was set up in memory of their son, Sergeant Nairn Fincastle Aird-
Whyte, an air gunner of RAF Coastal Command, who was lost in action in 1943. The trophy, a silver 
platter, was awarded to the Commonwealth air squadron that displayed excellence in anti-submarine 
warfare, anti-surface warfare and intelligence and surveillance gathering by Commonwealth air forces.  
 
The first annual international Fincastle competition, held in 1961, was a simple bombing contest between 
ASW crews of the Royal Air Force, Royal Australian Air Force, Royal Canadian Air Force and Royal New 
Zealand Air Force. In 1970, the competition was changed to include attacks on a submerged submarine. 
From 1971, the host country for the competition was rotated annually amongst Australia, Canada, New 
Zealand and the United Kingdom. In the forty years of competition for the trophy, the RCAF/CAF/CF won 
it eight times, claiming victories in the years 1962, 1965, 1971, 1981, 1985, 1989, 1995 and 1996.  
 
 
Aerial Escort Service 
 
The ability of the Argus to fly at low speed over long distances made it an ideal aerial escort aircraft. It 
was used in this role on various occasions. In “OPERATION LONG HAUL”, it flew escort for a 
Consolidated B-24 Liberator that was being ferried from India to Canada and on other occasions, an 
Argus flew alongside de Havilland DHC-4 Caribou from Trenton, Ontario for United Nations assignments.  
 
B-24L Liberator serial No. 11130, “Reluctant Dragon”. On 27 May 1968, at a ceremony in New Delhi, 
India, the Chief of the Indian Air Force (IAF) donated a Consolidated B-24L Liberator, bearing serial 
number HE 773, and nicknamed “Reluctant Dragon”, to the National Aviation Museum, Rockcliffe, 
Ontario. On 14 June 1968, Argus 20738, flown by Captain D. Stewart, met the “Reluctant Dragon” at 
Prestwick, Scotland to escort it on its Trans-Atlantic leg. The Argus carried extra survival gear and 
provided the Liberator with long range communication, weather surveillance and navigation assistance 
over the water. The two aircraft departed Prestwick for Goose Bay, Labrador, but were diverted to 
Keflavik, Iceland for repairs to the Liberator. Apparently, numerous problems arose as the aged B-24 flew 
farther into the cold, North Atlantic region, it having been a ‘hot weather aircraft’ used to flying in the hot 
climate of India. On completion of repairs, and a favourable weather report, the two aircraft departed 
Iceland and flew directly to Goose Bay, Labrador. The “Reluctant Dragon” continued the overland portion 
of its journey unaccompanied to Trenton, Ontario, and Argus ‘738 returned to its Greenwood base.  
 
DHC-4 Caribou. In August 1960, Argus 20727, in United Nations markings, escorted one of the first 
‘away’ missions for the newly arrived-to-service RCAF de Havilland Canada DHC-4 Caribou, from RCAF 
Station Trenton, on a United Nations overseas mission.  
 
From 11 to 14 August 1970, Argus 10726 of 405 Squadron, flown by Captain J.A. Partica, escorted 
Canadian Armed Forces DHC-4 Caribou to Lisbon, Portugal. The Caribou were enroute to India/Pakistan 
for duty with the United Nations Mission.  



Argus Replacement 
 
By 1972, the writing had been on the wall to effect a replacement for the Argus, with the government 
tendering for a new Long Range Patrol Aircraft (LRPA). Front running contenders included the Boeing 
707-320 ASW, Hawker Siddeley Nimrod, and the Lockheed P-3C Orion.  
 
On 21 July 1976, the Lockheed proposal was selected by the Canadian Armed Forces, albeit with 
configuration changes. The modified Orion derivative would incorporate the ASW suite of equipment from 
the Lockheed S-3A Viking aircraft along with additional sensors for the Arctic surveillance role.  
 
Twenty-one aircraft were eventually ordered under the Canadian designation of CP-140 Aurora, these 
bearing the CAF serial numbers 140101 to 140121. The first Aurora aircraft (140101), with the US civil 
registration N64996, was rolled out on 25 January 1979, at the Lockheed Burbank plant, with the 
premiere flight taking place on 22 March 1979.  
 
 
Reduction of the Argus Fleet 
 
In March 1975, the Vice Chief of Defence Staff issued directions for the reduction of the Argus fleet by six 
aircraft and the disbandment of one Argus squadron. The selected unit was 449 Maritime Training (MT) 
Squadron from CFB Greenwood, N.S.  
 
In May 1975, Argus 10730 entered the Industrial Marine Products (IMP) plant at Halifax International 
Airport, N.S. for an Aircraft Sampling Inspection and Strip (ASIS) to determine if there was any corrosion 
or metal fatique in hidden areas of the airframe. Subsequently, IMP purchased this aircraft hull, cut it up in 
1976, and as of 2008, it still remains beside their hangar at Halifax International Airport.  
 
During July 1975, four Argus aircraft were placed in short term storage at CFB Greenwood  
 
In November 1975, two Argus aircraft were ferried from CFB Greenwood to the Aircraft Maintenance & 
Development Unit (AMDU) detachment at Saskatoon, Saskatchewan, for long-term storage and 
“controlled cannibalization”, a term used to describe the removal of usable parts to repair other aircraft. 
These two aircraft were “struck-off-strength” in January 1977. Subsequently one of these aircraft, Argus 
10715, was transported by ground from Saskatoon to Gimli, Manitoba, and placed in storage, for the 
Western Canada Aviation Museum.  
 
However, the initial reduction lasted only a short time and in April 1976, 407 Squadron sent a 
maintenance crew from CFB Comox, B.C. to CFB Greenwood, to assist in the reactivation and return to 
flying status of two aircraft, one of which went to 407 Squadron.  
 
 
Twilight for the Argus 
 
By the year 1977, the Argus was rapidly approaching old age. Some of its electronic systems had been 
replaced or updated through the years, however, the original search radar systems were still onboard. 
The state of electronic technology had by now evolved from vacuum tubes to solid state digital systems, 
and the supply of replacement and spare parts for the old systems were more costly and difficult to 
obtain. Due in part to these shortages, the annual costs of maintenance of the aircraft fleet were 
increasing.  



One of the most significant factors in the demise of the Argus was the worldwide scarcity of 115/145-
octane fuel required by the R-3350 engines. Modifications to the engines permitted the use of 100/130 
octane fuel, but this stop-gap measure added cost and complexity to the mix. 
 
Airframe corrosion, due to the many years of operation in the highly corrosive maritime environment, 
along with a spate of landing gear problems, all contributed to the decision to finally retire this fleet of 
Canadian ASW aircraft.  

 
 
In 1979, CFB Summerside, P.E.I., 
was designated as the disposal site 
for the Argus. CFB Summerside 
received its first Argus for disposal by 
Crown Assets Disposal Corporation 
(CADC) in August 1979 and, by the 
end of the year, a total of five aircraft 
had arrived for storage or 
cannibalization. During 1980, a total of 
13 more aircraft were added to the 
CADC inventory, two of which came 
from CFB Comox.  
 
The year 1981 saw six more aircraft 
arrive at the disposal site. Argus 
10718 of 407 Squadron was flown 
from CFB Comox to CFB Summerside 
on 11 January 1981 for retirement.  
 
Operational flying of the Argus, at 
CFB Comox ceased on 2 June 1981. 
On 13 June, Argus 10720 was flown 
from CFB Comox to CFB Summerside 
for disposal.  
 
The last Argus to fly in 407 Squadron, 
serial number 10712, remained at 
CFB Comox to eventually become a 
museum aircraft exhibit.  
 
 

The Canadian Forces flew the last operational flight of the Argus from CFB Greenwood to CFB 
Summerside on 24 July 1981. This short flight brought the number of Argus awaiting disposal to 24.  
 
Efforts to sell some Argus aircraft to other maritime nations failed, and in 1982, CADC awarded a contract 
to Bristol Metal Industries of Toronto to scrap the remaining Argus airframes. Bristol paid $72,000 to 
acquire the airframes to be rendered into scrap metal.  
 
The hundred eyes of this Argus were finally closed.  

 
A mixture of twenty-three Argus Mk 1 and Mk 2 aircraft await their fates at 
the Summerside disposal site sometime in 1982. (CF Photo SEC82-19)  



 
Out with the old, and in with the new. The venerable Canadian Armed Forces CP-107 Argus Mk 1 (10718) leads a newly 
delivered CP-140 Aurora (140105 of No. 405 Squadron) during a joint PR formation flight. (CF Photo PCP81-8) 
 
 
 

Canadair CL-28 / CP-107 Argus Museum Static Display Aircraft 
 

Serial No.  Site     Location 
 

   ‘709’ (OFTT)  Atlantic Canada Aviation Museum Halifax International Airport, N.S. 
10712  Mk 1  Comox Air Force Museum  Comox, B.C. 
10715  Mk 1  Western Canada Aviation Museum Winnipeg, Man. (In storage Gimli, Man.) 
10717  Mk 1  Greenwood Military Aviation Museum Greenwood, N.S. 
10732  Mk 2  RCAF Memorial Museum  Trenton, Ont. 
10739  Mk 2  Heritage Aircraft Society   Summerside, P.E.I. 
10742  Mk 2  Canada Aviation Museum  Rockcliffe, Ont. 
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