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Prodigy of the Worlds Oldest Air Force - Part IV
In this article we will look at the history of Canada's air force as it relates to the world's oldest air force the RAF. When Britain declared war on Germany
on August 14, 1914 Canada, as a Commonwealth nation, followed suit. As the Canadian Expeditionary Force was being organized it was felt that an
aviation component might be a good idea. The Canadian Air Corps was begun on September 16, 1914 with 2
officers and one mechanic. The first aircraft was a “Burgess-Dunne” purchased from the Burgess company in
Massachusetts for $5,000. This ungainly looking aircraft was delivered to Valcartier, Quebec. Then it was
shipped to Salisbury Plain U.K. where it sat in the rain and deteriorated. It never flew. By May 1915 Canadian
Air Corps no longer existed, it was an inauspicious beginning for the RCAF. It was not until 1918 that the
Canadian government proposed the idea of forming its own air wing.
Two Squadrons were formed, one fighter and one bomber. Leading Allied Ace Lt. Col. W.A. Bishop was the
Burgess-Dunne
leader of this unit. Some thought that this would be the start of a permanent air force, but were disappointed
when funding was cut at the end of the war having never flown a mission! The government could see no use for an “ air force “. Then in 1919 Britain
committed Canada to the International Convention for Air navigation. This made Canada responsible for all civil air navigation and air defense in Canada.
One hundred aircraft were gifted to Canada by Britain after the war. Included were a variety of different types and they were used for forestry patrol,
surveying etc. Then when Australia's air force became “Royal” in 1921, Canada decided to follow suit and on April 1, 1924 It became official!
Now known as the Royal Canadian Air Force, this organization was in charge of all aviation related operations—including Air Defense. The Armstrong
Witworth Siskin was the main fighter plane of those days. This agile Biplane served from 1926 until 1939, but with the depression in the early 30’s the
air force was hit hard by cutbacks, particularly harsh was the “big cut“ of 1932. The air arm was not a major force by any stretch, but as WWII
approached the need to rapidly expand the air force was realized.
There were three main areas of concern for the new RCAF: 1) the need to train new aircrew; 2) home defense and 3) due to the nature of a world war,
overseas operations. By the end of the war the British Commonwealth Air Training Plan had trained over 130,000 aircrew. By the end of the war Canada
had the 4th largest air force in the world! Home Defense had 37 squadrons in Western and Eastern Commands. Overseas command had grown to 48
squadrons. This was incredible growth in such a short period and at peak strength in 1944 there were 215,000 personnel in the RCAF. The terrible cost
was 13,000 killed or missing in action with another 4,000 lost in training.
By the end of the war it was decided to cut the air force to 16,000 members and by 1947 only 5 squadrons were left altogether with 12,000 personnel.
As the 50's approached the Soviet threat became known as the “Cold War”. Canada responded with another major expansion! Canadian Air Division
formed with 4 wings of Canadian built Sabre jets. These were soon supplemented with Canadian designed and manufactured CF-100's. This was, and is,
Canada's only completely indigenous fighter plane ever!
The amazing supersonic Avro Arrow was to replace the CF-100 Canuck in the late 50’s. However it was not to be. The huge cost of developing this
advanced jet combined with the fact that the primary threat had now changed to ballistic missiles
lead the government to cancel the project. It was replaced with Bomarc missiles and McDonnell
Voodoos in the air defense role. Post Cold War the RCAF continues to fill a variety of missions. The
Canadian Air Force participated in Operation Desert Storm in 1991 helping the allied coalition to drive
the Iraqis out of Kuwait with kinetic force. Many other overseas operation have been carried out., air
defense, coastal patrol, transport, search and rescue are some of the other missions routinely
undertaken. Our CF-18 fighters are being modernized again. Our transport force was hugely
modernized in the 2000's with C-17 ,CC-130J and Chinook helicopters. New aircraft such as the 3
Canada’s newest plane could look like
Beechcraft King Air surveillance planes have been recently purchased. Loaded with modern sensors
and cameras these aircraft are indispensable to modern military operations. Presently there are 14,000 personnel and 2,600 reservists in the air force.
These highly trained people support 258 aircraft and 9 Unmanned Ariel Vehicles (drones) of various types. Not bad for an organization that had an
awkward beginning from the worlds oldest air arm the RAF! (submitted by Jack Funk, member BCAM)
“ Sic itur ad astra “ - Thus one journeys to the stars

Important Upcoming Dates

Calendar for Board Meetings

January—April

January—April

January 17

Volunteer Lunch/Members Meeting

February 21

12:00 Volunteer Lunch followed by

January 10; February 14;
March 14; April 11

1: 00 Annual General Meeting
March 21

Volunteer Lunch/Members Meeting

March 23

Pot Luck Dinner

April 18

Volunteer Lunch/Members Meeting

Speakers Night:

January 16, February 20, March 20, April 17

Once on a Horizon turboprop from Seattle to
Portland the pilot came on and announced that the
passengers on the left side of the aircraft had a
beautiful view of Mt. Rainier. And that those of us
on the right side of the aircraft could enjoy the view
of the passengers on the left side of
the aircraft looking at Mt. Rainier.

PRESIDENT’S MESSAGE
An exciting year comes to an end and an important year is about to arrive. Of course, the big news in 2018 was the acquisition
and subsequent arrival of Lancaster FM104. We have had an enormous response from existing and new volunteers who are
keen to work on the Lancaster restoration. We have started work on the front fuselage but will be expanding our efforts in the
new year. At present we have more volunteers than work for them to do but we expect this to change quickly in 2019, so if you
are currently a frustrated volunteer don’t lose your enthusiasm – there will be plenty for you to do as we move forward.
Our other major project, the Hoffar, is coming along very strongly thanks to the efforts of its construction crew, with completion
on course for the summer of 2019.
2019 will also see the start of major fund raising for the Lancaster restoration and for the new buildings that we will need. In
addition, our education initiative, that has been just a concept for some years, will get under way.
I seem to say this every time, but I’ll repeat that we always are on the lookout for volunteers, not only with skills in the technical
aspects of aircraft restoration, but with experience in other areas such as marketing, fundraising, social media, project
management – and even if, like me, you don’t have specific skills there is always plenty to turn your hand to. So, if you are a
non-volunteer member, or if you have a friend who you think might be interested, help us keep the museum moving forward as
we have been for more than thirty years.
I congratulate all our volunteers on their efforts in 2018 and wish all our members a very happy 2019.
(John Lewis, President, BCAM Board of Directors)
A Unique Character
As we go through life we often meet up with someone who is different and some might say unique in many ways.
Stoney Jackson was such a person. Stoney slipped away from this world on December 26th leaving behind an imprint
which will be remembered for a long while by many who came into contact with him.
Stoney was a long-time member of the Museum and occupied many of his visits to the Museum with talking to
whoever would listen, about his aviation experiences in and out of the military and interspersing his accounts with
jokes which he had heard and with latest aviation news snippets. He was also very good at rescuing thrown out items which he thought should
be kept, usually with a grumble at the fact that they had been thrown out.
Stoney was a mine of aviation information and history, especially Luftwaffe history having served in Germany with the air force. He was an avid
reader of all types of aviation literature, much of which once read he passed on to others to enjoy.
At heart Stoney was a gentle person and rarely became seriously angry at others but he had strong principles. In his latter years and serious
health problems he displayed an admirable tenacity for sticking to daily his routine as much as he could. But eventually it came time to leave
the troubles behind. (submitted by Ray White, member BCAM)
Gone but not forgotten Stoney
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A painting by Linda Stagg of our
beloved Norseman was presented to
Russ Hudson by some of the
members of the Norseman Run-Up
Teams, on the last day of this year's
monthly engine run-ups. A great
effort by Russ to organize and train
the 2 teams was greatly appreciated
by all. Left to right are Steve
Gordon, Dave Poole, Russ Hudson,
Linda Stagg, and Gord Campbell.
British Airways flight asks for push back clearance from terminal.
Control Tower replies: "And where is the world's most
experienced airline going today without
filing a flight plan?"
—————
Student Pilot: "I'm lost; I'm over a big
lake and heading toward the big E."
Controller: "Make several 90 degree turns so I can identify you
on radar."
(short pause)...
Controller: "Okay then. That big lake is the Atlantic Ocean.
Suggest you turn to the big W immediately.”

1910 Norseman Road, Sidney,. B.C. V8L 5V5

————
Frankfurt Airport as told by a Pan Am
pilot:

Date:

February 21st 2019

Time:

1 p.m. Annual General Meeting

(Members Volunteer Lunch is beforehand at
12:00 noon)

A BA 747 lands and isn't sure how to get
to their gate:

Open to all members

Speedbird 206: "Frankfurt, Speedbird 206
clear of active runway."

Please come and support your museum!

Ground: "Speedbird 206. Taxi to gate Alpha One-Seven."
The BA 747 pulled onto the main taxiway and slowed to a stop.
Ground: "Speedbird, do you not know where you are going?"
Speedbird 206: "Stand by, Ground, I'm looking up our gate
location now."
Ground (with quite arrogant impatience): "Speedbird 206, have
you not been to Frankfurt before?"
Speedbird 206 : "Yes, twice in 1944 -- but I didn't land."
3

Thank You!
May I just say thank you to all those
that read and replied to my call for
your stories! I so appreciate you
taking the time and making the
effort to submit your tales of adventures! Keep them
coming please! If it isn’t in this one it will be in the next
one—I promise! I wish everyone all the very best for
2019—may it be a happy and healthy New Year for you
all! Thank you for supporting your Museum! (Virginia
Browne)

Power Up…..
After reading the last issue of the Norseman News, I decided to send along this story.
My father had two logging operations, I was “head wrench”. I radioed BC Air to take me to Campbell
River so I could take a part to Vancouver to get it adjusted. When I arrived back at the base to fly back to
camp Peter told me that a third passenger had showed up for the seat he was going to put me in. He
assured me that we had lots of light and would be back soon to take me home. I went back to the waiting
room and turned up the base radio.
I was thinking he was taking his time and walked over to the window and indeed we were losing the light, so I returned to the
radio. After a while I heard “Are you there Harry?” “Yes, where are you?” “I’m on the beach on Maude Island, I need the barge.”
I phoned the boss and we headed out in the dark with the WWII landing craft. Late that night, or more likely early the next
morning, our search light found Peter and the plane on the beach where we proceeded to hand winch it onto the barge and head
back to base—and me to the boss’s house for a little sleep.
When Ripple Rock was being hollowed out and loaded with more explosive force, then blew up Halifax Harbour, the power to do
so was brought over from Vancouver Island to Maude Island with an overhead power line. On his way back Peter forgot it was
there and the line suddenly stopped his progress missing the two blade prop when it hit the plane about halfway down to the
floats and again when the plane fell. He landed tail down in the water.
He told me that when he realized he was right side up, still alive and the engine hadn’t quit, he headed for the beach. When he
flew me home late the next morning we both had a good long look at the power line. A foot not to this story is that this is
supposed to be one of the incidents that caused those big plastic balls to be hung on some power lines. ( submitted by Harry
Lane, BCAM member, Mayne Island)………...
“From the comfort of her office at the Museum at Campbell River, Sandra Parish looks over a span of ocean that leads to
what was once called "one of the vilest stretches of water in the world”.
The stretch in question is British Columbia's Seymour Narrows — the former home of Ripple Rock, an underwater mountain
that was blown to smithereens 60 years ago. "Ripple Rock was a major marine navigational hazard in a pretty important
waterway on the Inside Coast," said Parish, the museum's executive director.
The twin peaks of Ripple Rock lurked just below the water in the narrow waterway, leaving only three metres of clearance at low
tide. The peaks also created giant whirlpools that sucked smaller boats below and threw larger ones off-course. Ripple Rock
claimed the lives of at least 114 people on as many boats, which ranged from pleasure crafts to large barges full of supplies
heading north to Alaska and Haida Gwaii.
The explosion on April 5, 1958, that blew Ripple Rock to bits was a major engineering feat years in the making. It was also one of
the first events to be broadcast live across the country, forever etched in the minds of the nation's citizens huddled around their
new televisions. Despite presenting itself as a major marine hazard, many in B.C. opposed Ripple Rock's destruction. They hoped
the underwater mountain could help connect a bridge from Vancouver Island to the mainland. But the federal government
decided that making the waterway safer was a bigger priority, because it provided a channel linking the northern part of the
continent to the rest of Canada and the U.S.
Beginning in 1943, engineers made several attempts at dismantling Ripple Rock. Eventually, work began in 1955 to built shafts and
tunnels under the water and fill them with explosives. "At the time everyone was very, very concerned about what this was
going to cause, what impact there might be," Parish said. Some local residents boarded up their windows and headed for higher
ground on the morning of the explosion, worried about tidal waves and aftershocks.
The blast shot 635,028 tonnes of rock and water 305 metres into the air over the course of just 10 seconds, but most people felt
and heard nothing. Even aquatic wildlife was deemed unperturbed. Residents did, however, see the explosion burst across the
screens of their televisions. CBC News aired the event live across the country using relatively new broadcast technology. Parish
said that it's because of the television coverage that many people still remember the event. She said people are still so fascinated
by Ripple Rock that internet searches on the subject bring in some of the biggest traffic
on the museum's website.
Today, as she looks out her office window, Parish sees the many vessels that still
navigate the waterway on their way north — many of them cruise ships, fishing boats
and tugs pulling logs. What she doesn't see is the swirling waters caused by the
mountain lurking beneath, blown away long ago to make way for safe
passage.” (Maryse Zeidler · CBC News)
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T’was The Flight Before Christmas

As a young boy I idolized my father. I wanted to go everywhere with him, do what he did, and be just like him.
As a teen-ager I came to realize that most young kids thought that their father was a hero; my dad was just like
all of the others and no big deal. Later in life I realized that this was a huge mistake made by an ill-informed and
inexperienced young man.
…. On 24 December, 1943, after a year on Coastal Command operations in England and Gibraltar, 23-year old
Pilot Officer Donald E. Rollins of 407 ‘Demon’ Squadron was looking forward to a break from operations. He
planned to spend the day quietly; relaxing, reading and catching up on correspondence. There was to be a good
meal that evening, followed by a play, and a few drinks in the mess. On Christmas Day the base would serve a full turkey dinner to be
enjoyed by all. However, this was a Theatre of War, and the enemy was about. Unexpectedly called to a briefing that afternoon, Rollins
and two other crews learned that a high priority enemy convoy in France, protected by 7 Narvik-class destroyers, was sneaking from
port to port under cover of night. Tonight an attempt to intercept the convoy would be made – meanwhile, the crews had to grab some
sleep and would get sandwiches and a thermos of coffee for the flight. And so, that evening, just as the party in the mess was really
getting underway, the walls rattled with the roar of 6 Hercules engines as the trio headed for their assigned patrol sectors deep over
enemy waters.
P/O D. E. Rollins

Around 3 a.m. that morning, the radar operator on Rollins’ aircraft calmly announced the acquisition of a contact. Closing in, the
Vickers Wellington Mark XIV circled the convoy for 20 minutes at a range of 8 miles while radioing position and course. Then, closing
to 1.5 miles upwind, Rollins dropped parachute flairs, made a complete turn, and dove on the convoy. Alerted by the circling aircraft
and now by the flares, the destroyers threw up a curtain of flack that Rollins dove through. Picking out his target, Rollins dropped three
500-lb. bombs and clawed for altitude as the flack closed in. Safely back at 3,000 feet, the crew was discussing an approach to assess
the results, when, in the inky blackness Rollins suddenly detected a massive wing directly ahead. Unbeknownst to A happy P/O Rollins
him, an RAF Liberator bomber also in the vicinity and at the same altitude had decided to use the confusion below to
(RT.) and crew
launch a second attack on the convoy, and they were now on the verge of a head-on collision!
– 25 December 1944.
Without warning Rollins slammed the control column forward and saw the huge wing slide over his canopy just
“inches” away. A grinding crunch came from behind and suddenly they were out of control; plunging toward the
unforgiving waters below. “Pull with me, Butcher” Rollins screamed at his co-pilot, who was frozen with shock.
Somehow the two saved the aircraft, although the rudder pedal was jammed full left and a large amount of correcting
aileron was needed to keep the damaged bird on a somewhat even keel.
A long, dangerous 4 hr. flight back to base with a crippled Wellington was followed by a sketchy but safe landing as dawn broke. Clambering down the nose ladder, Rollins found none of his crew waiting for him; they were all gathered at the tail. There he saw that half of
the rudder had been sheared off by the big wing. A very close call. So that evening Rollins and his crew did get to enjoy a very special
Christmas Dinner. Two entries made in his personal diary on January 1, 1944 related to this incident: … Another New Year has come
and gone, and I am still alive….. On X-mas we did a shipping strike and how close we came to getting it only me
and the laundry man knows!
In late 1944, after two tours of duty, my father returned safely to Canada. I can count many times he might not
have done so; when he first arrived in England in early 1942 his train was bombed and many were killed; the
Metropole Hotel where he was lodged while at Bournemouth was later bombed and some 200 airmen were
killed; during his first tour, (with 179 RAF Squadron at Gibraltar), his aircraft violently ditched off the Azores
Rollins and crew approaching
home base, 25 December 1943. and the crew was fortunate to be saved by a passing destroyer - (Rollins ended up with two compressed verPainting by Allan Botting
tebrae and a painful back for life); a few weeks later, while awaiting take-off from an African base, an arriving
Hudson aircraft ground-looped into the transport directly ahead of him and killed both crews; another time the squadron hack he had
just flown suffered a wing-spar failure on the very next flight and the entire crew perished; his crew once got lost while training over the
vast Atlantic Ocean; he was twice chased by enemy fighters; 7 times he limped home from a patrol with only one engine; on another
patrol he suffered a complete hydraulic failure; often during the missions that could last 12 hours or more, the weather closed in at base
and hazardous landings had to be made; and he lost many, many good squadron friends.
For all of this, Rollins got no special awards; just the usual ‘gongs’ and the African and Atlantic Stars. And every Christmas Eve I think
of my father on that same special night back in 1943, facing mortal danger in the dark, far out over enemy waters. My father, and the
people like him who selflessly served their country in an hour of need, will be my heroes forever. (submitted by Doug Rollins, Librarian)
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Vickers Varsity

Leave At Home…..
It was 1952, the cold war was hot and the RAF needed aircrew with the many new aircraft on the way. There was a recruitment
drive which offered 4 or 8 year short service commissions for aircrew followed by 4 years in the reserve. I opted for the 8 year
stint and obtained my navigator wings at Summerside PEI under the NATO training plan in June 1953. After my return to the UK
there was a re-orientation course in UK navigation techniques and aids which ended in September 1953—but we had reached a
bottleneck! Too many new aircrew and not enough planes—so hurry up and wait was in order!
I spent the following 8 months as an assistant controller at 19 Group HQ at RAF Mountbatten near Plymouth, flying occasionally
in the Anson. Then excitement—yet another course but this time to learn about Rebecca, BABS and Gee—systems that were
installed in the Canberra. Next the Bomber Command Bombing School at Lindholme—soon I would be flying in a jet, something I
had wanted for over 2 years. The bombing course was conducted using Canberra equipment in Varsity aircraft at RAF Lindholme
and I finished the course on July 26, 1954—not without a hiccup in the last week!
I required another 8 bombs to qualify but for some reason there was no Varsity available. No problem—take the Lincoln! But the
Lincoln, although equipped with the correct bomb sight had completely different bomb selections and release mechanism—
something I was not familiar with. No problem yet again: take a Lincoln bomb aimer up as well he can do the selection etc. and
Turner can do the rest! It worked—I now had one flight on a Lincoln in my log book! (I have to mention that although our course
was for conversion to Canberra bombing equipment and we knew there were one or two Canberra’s on the station in a hangar,
the aircraft was so secret we were not allowed to see it!)
At this time we were sent home on leave August 4, 1954. I don’t remember the exact terminology, but this type of leave entitled
us to an extra living allowance, and more importantly ration cards (certain items were still rationed in 1954!). I went home to my
parents home in Highcliffe, Hampshire expecting a short visit, but the leave went on! The ration cards kept coming, my pay kept
coming the allowance kept coming, but nothing was happening! I got fed up with continuous questions from the locals about
when I was going back, so I contacted Lindholme and spoke to the adjutant who was incredulous at my plight and took swift
action! Shortly after the conversation I received orders to report to RAF Finningley, and arrived there in late September.
RAF Finningley is just down the road from Lindholme and at the time was under the control of Airport Maintenance Branch,
being converted to a V-Bomber base. I reported in to have “another one!” bellowed at me—I realized then that probably our
entire course had been at home as well! I believe the OC had no idea we were coming and suggested we’d be better off on leave
as he had no employment to offer us! It was then suggested to him that leaving might not be a good idea, so once it was ascertained Lindholme was our previous station a call was hastily made. They decided what to do with us, one of 2 options—I took
Option 2, helping out at the station farm! Early in the morning I would go and “assist” without getting too dirty! We generally
took the afternoon off—making toast in front of the built in electric fire in the temporary accommodation. Everyday another old
friend from the course would turn up and eventually most of us were there.
Finally orders came through. RAF Germany to the Hook of Holland, then troop train. In 1954 Germany was still an occupied
country and 2nd Tactical Air Force was still in operation. I had no idea where I was going and when the train left the Hook, the OC
would open the sealed orders and advise you when to get off!
A day or so later I got off at Gutersloh (I had no idea where that was) and reported to 102 Sqn. where they were equipped with
Canberra’s. I could not only see one but could actually get in one. I was introduced to my other crew members, pilot P/O
“Tubby” Oldham and Nav F/O John Kirk, who had been twiddling their thumbs for some time wondering where their third crew
member was. “Let’s get airborne” said Tubby, who was itching to catch with the rest of the crews on the Squadron. “Where’s
your flying kit?” I had done with all the kit issued at Bassingbourn and I stared at them. “ Bassingbourn”, where’s that?”.
Bassingbourn, it turned out was the Canberra OCU, where you were introduced to the Canberra, crewed up, learnt about
ejection seats and moving crew drills (I was the bomb aimer, and had to be in the nose for visual bombing and in the rear
(ejection seat) for radar bombing. In an emergency I was supposed to get back from the nose, strap on parachute, then ejection
seat,. while the others waited patiently before ejecting!) Off to the flying clothing stores, another problem, the pressure
waistcoat is supposed to be fitted by specially trained personnel and also the pressure breathing oxygen, spare headsets with the
correct slim earpieces for wearing under the bone drome (which they don’t have anyway). That should all have been done at
Bassingbourn! I got a pressure waistcoat, roughly fitted—the oxygen supply hose clips into it—an old
style headset with the stick out ear pieces and no bone dome, and off we go on my first Canberra flight! I Canberra at Bassingbourn
went to Laarbruch and I think it was there that I took the decompression test, and got fitted properly for
my high altitude flying gear!
I show my first trip in a Canberra on 12th November 1954, so I’m guessing: arrival Gutersloh 11th November, depart Hook 10th November, depart Harwich 8th November, depart Finningley 6th November. I don’t’ have the exact
dates, and I don’t expect I got any embarkation leave….but you never know! (Submitted by Roger Turner, BCAM Member)
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“Mayday! Mayday! Mayday!”, a pilot’s voice cried out over the radio on the afternoon of

Thursday, July 8, 1965. Far below, a witness watched in horror as the tail of the passenger
aircraft separated and the debris — which included tiny falling dots which the witness learned
were passengers sucked out of the decompressing cabin — fell to earth. From far away, air traffic
controllers watched helplessly as the aircraft disappeared from their radar screens.
Evidence would show that someone had set off a bomb in the plane’s rear lavatory. It was not a crime that happened
in a troubled Third World country, nor to an airline associated with a dictatorial regime, nor on a prestigious route on
which a bombing would get maximum media attention. It happened right here in Canada, on a domestic flight from
Vancouver to Prince George, B.C.
At 2:42 p.m. on July 8, 1965, Canadian Pacific Air Lines Flight 21, a DC-6B nicknamed Empress of the City of Buenos
Aires — registration CF-CUQ – took off from Vancouver International Airport with Capt. John Steele at the controls.
Five other crew members and 46 passengers were aboard this flight.
It was supposed to be a routine milk run through a series of isolated northern towns. The first stop would be at Prince
George, followed by stops at Fort St. John, Fort Nelson and Watson Lake before concluding the trip at Whitehorse,
Yukon. Nothing seemed amiss for most of the first leg of the journey. The plane followed its flight plan route for about
45 minutes before changing course slightly to minimize turbulence. At about 3:40 p.m., nearly an hour after taking off
from Vancouver, the routine pattern of air traffic control communications was broken by a voice calling out “Mayday!”
three times. At the same time, a witness watched from the ground as the aircraft disintegrated in midair and crashed
in a sparsely populated area, inhabited mainly by loggers and ranchers, about 30 kilometres west of 100 Mile House,
B.C. There were no survivors. Two Winnipeg residents were among the victims, listed on the passenger manifest as a
Mr. and Mrs. Covello of 866 Borebank St. in River Heights.
Investigators would later find traces of potassium nitrate and carbon — the ingredients of gunpowder and stumping
power — in the wreckage in the vicinity of the airplane’s rear lavatory, and tiny bits of shrapnel buried everywhere.
Evidence of pre-crash damage to pipes and a bulkhead, and of a hole in the side of the fuselage left investigators
certain that they were dealing with a case of mass murder, not an accident.
Who would do such a thing, and why? To this day — 53 years later — no one knows for sure. The investigation
would focus on four people. One was a 40-year-old unemployed man who purchased $125,000 worth of flight insurance ($951,000 in 2018 dollars) less than half an hour before departure, naming his wife, daughter, mother and niece
as beneficiaries. He was reportedly on his way to Prince George to go to work at a pulp mill, but when RCMP visited all
of the pulp mills in the area, no one knew of the man or of any job offer.
Another was a 54-year-old passenger who had extensive experience working with explosives and who had been
charged with a 1958 Vancouver murder. His reason for being on the flight was at least known, he was travelling on
business using a ticket purchased for him by a construction firm. A 29-year-old was also on his way North to accept a
job offer. The one thing that did stand out to investigators was that he owned a considerable amount of gunpowder,
the substance that investigators believe was used to blow up Flight 21. Four 11-ounce tins from his collection couldn’t
be accounted for.
Finally, the least likely passenger to come to investigators’ attention was an accountant who had recently been
involved in an audit of a failed financial services firm. Rumours circulated that he had been murdered because of
potential far-reaching implications of what he knew, but the RCMP later discounted this theory.
In 1965, it would have been easy to bring weapons and explosives on to a passenger airliner. Security checkpoints
weren’t established in the nation’s airports until the early ’70s, when a rash of hijackings finally forced change on the
industry. At the time, passengers simply checked in, walked to the gate and boarded the flight uninspected. Anything
that could be brought on board a transit bus could be just as easily brought aboard an airliner. Airports had a less
visible security presence than a modern-day shopping centre. The perception that flying was only for the well-to-do
reinforced the feeling of complacency.
Fifty years later, the case remains not only unsolved, but also largely forgotten. The only Canadian-linked aviation
bombings that most Canadians have ever heard of were the two bombings believed to have
been carried out by Sikh extremists in 1985, of an Air India 747 en route from Canada to India
via the U.K. and, on the same day, of a baggage handling area at Tokyo’s Narita Airport by a
bomb hidden in a suitcase that had just been taken off a CP Air flight. The bag in question was
supposed to be transferred to another Air India flight.
Few have ever heard of Canadian Pacific Flight 21, or of a Canadian Pacific C-47 which was
bombed out of the skies over Quebec in 1949 by a man who wanted to kill his wife so that he
could collect the insurance money and marry his mistress.
The wreckage of Flight 21 still sits in the B.C. woods, a little over a kilometre east of what appears to be an isolated
logging road. One man who hadn’t forgotten ventured out to the site some time back, where he found momentos left
at the site by family members, who also haven’t forgotten. (Pictures from his expedition can be found on Flickr.)
After so many years, perhaps it is time — if DNA testing will permit — to finally resolve who brought down Flight 21.
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Name That—Huh?…..

And The Cockpit Is…..?

So let’s test your knowledge on this one….Ho Ho Ho!!!

Soviet Sukhoi SU25 Frogfoot
The Gold Medal goes to:
Who else but Allan Botting!! Well Done Sir!
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Secretary:

Eleanore Arkesteyn

(250) 656 4589

inquiries@bcam.net

Treasurer:

Brian Hay

(250) 655 3300

accounts@bcam.net

Directors :

Dave Poole

(250) 656 4364

dpoole9@telus.net

Larry Dibnah

(250) 656 6416

larry_dibnah@telus.net

Ed Kucey

(250) 658 2325

eddyjoq@gmail.com

Aircraft Archives/Librarian: Doug Rollins

(250) 655 4184

library@bcam.net

Artifacts:

Barbara Gilbert

(250) 655 3794

artifcats@bcam.net

Membership Records:

Norm Dressler

(250) 656 3771

membership@bcam.net

Volunteer Co-Ordinator:

Jan Lewis

(250) 665 6062

j6877lewis@gmail.com

Gift Shop:

Virginia Browne

(250) 882 0170

giftshop@bcam.net

Norseman Newsletter:

Virginia Browne

(250) 882 0170

norsemannews@bcam.net

Norseman Room Rental:

Barbara Gilbert

(250) 655 3794

inquiries@bcam.net

Ground Maintenance:

Robert Young

(250) 656 4679

eBay Sales

Sandy Peel

(250) 658 5171

Other Very Nearly Important People:

b.c.aviationmuseum@gmail.com

Please contact Editor at: norsemannews@bcam.net with your ideas and comments for our future newsletters!
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British Columbia Aviation Museum
2019 Membership Renewal
Please complete the form below and either bring into the Museum, or send by post. (Please do not send cash in the post.)

Name:_______________________________________________________________________________

Address:______________________________________________________________________________

City:_______________________________________

Prov/State:_______________ Country:_________

Postal Code:_________________________________ Telephone:(

)____________-________________

Email:__________________________________________________________________________________
Newsletter Preference: Email: (
Membership type:

)

Post: ( )

New Member: ( )

Renewal: ( )

Single $35.00 ( )

Single Life Membership: $350.00 ( )

Family $50.00 ( )

Family Life Membership: $500.00 (
1910 Norseman Road, Sidney, B.C. V8L 5V5
(250) 655 3300
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)

