
 

Summer 2021 

Dam Busters, the Cuban Missile Crisis, and the BCAM 

If you go into the Library at the BCAM on a Thursday you will find Roger Turner working alongside 

the other volunteers. One time during lunch at Mary's I asked Roger if he had any air experience. “Nav 

plotter on Avro Vulcan Bombers” was his reply! Many of you will know the Avro Vulcan . The Avro 

Vulcan, Handley Page Victor, and the Vickers Valiant - the V bombers - formed the manned bomber 

component of Britain's nuclear deterrent. 

Furthermore, Roger was a member of the famous “Dam Busters” 617 squadron of WW2 fame! 

Life in a Bomber squadron in peacetime could become routine once training was done. Long patrols in 

all kinds of weather carrying the huge “Blue Steel” stand-off missile with it's volatile fuel of Kerosene 

and High Test Peroxide could be stressful. Long hours of waiting on alert at RAF Scampton in 

Lincolnshire could dull the senses. From time to time the crews would be sent on long range trips to 

break the routine and give a new challenge. Roger and his crew were on such a trip a “Western 

Ranger” #4461 to Offutt, Nebraska in October 1962. 

This was during the Cuban Missile Crisis when Russian Ships were seen taking ballistic missiles right 

past America’s nose to Cuba. For almost 2 weeks, the world stood on the brink of nuclear war as the 

US government demanded the Soviet Union remove their missiles from it's backdoor! 

When the crew arrived at Offutt on Oct 22, the RAF attaché demanded that the crew stay on base. 

Roger’s pilot decided however to take the crew into Omaha for a well deserved rest. A day later, back 

to Goose Bay. Then on the 26th the crew was back to 617’s home at RAF Scampton! Being away from 

base during a time of international tension was an uncertain time. What if a war had started? Would 

there be a base to return to? Would they be tasked with a deadly mission? 

I asked Roger what it was like to be cramped up 

in the darkened navigators compartment in a 

Vulcan for all those hours. Roger said they were 

given ration boxes with soup, sandwiches etc. 

No movies, no cell phones. How did they 

survive? “We had a job to do and we did it” was 

his answer! 

Sometime in the future when you see Roger 

around the museum just think of those “Cold 

War” days and the tension we all endured as 

the world sat on the brink of nuclear war! 

Jack Funk 

RAF Vulcan XF558 



 

President’s Message, Summer 2021 

With the pandemic receding and life slowly returning to normal, it is great 

to see that much hard work by museum volunteers, in very difficult times, 

is now bearing fruit. The museum has never looked better, infrastructure 

improved to better meet present and future needs, and work continuing 

on policies procedures and strategic plan implementation. Here is some of what is currently going on: 

• Museum opening will be extended to Thurs - Mon, 1000 - 1500 effective 01 July. Visitor numbers are 

already increasing and we are looking forward to a busy summer. The kids area has been opened and 

hands-on materials being slowly restored. All Covid regulations are still strictly adhered to.  

• Infrastructure work is well underway to provide improved artefact storage in the enclosed restoration 

hangar mezzanine, and additional office space for IT and others in the former artefact area. A drop ceil-

ing is being installed in the Norseman Room to improve acoustics.  

• We have received a shipping container of Piasecki helicopter parts and have new, well qualified volun-

teers to start restoration once the airframe arrives, hopefully in August. The Grumman Tracker should 

be here shortly and we are continuing efforts to acquire an F104 Starfighter and an Avro Tutor.  

• Restoration work on the Lancaster is steadily progressing and is being documented by our video team.  

• Library renovations are complete. Great strides are being made with digitally cataloging our artefacts 

(closing in on 3,000 objects). Our eBay team is generating significant revenue and has now sold to 

about 70 different countries worldwide. Our extensive collection of models is being relabelled using a 

more consistent and easy to read format. Our grounds are being well maintained and look very neat 

and tidy, especially with the new Hampton Gray memorial completed. An official opening ceremony is 

planned for early August, Covid permitting. Our gift store is functioning well, and items on sale 

adapted to maximize revenue.  

• With luck the fall should see us returning to normal with volunteer lunches, the delayed AGM and 

some small scale special events. We are already receiving inquiries from external groups wishing to use 

museum facilities. 

So thanks to all who have contributed and let us be proud of all that we have achieved. As always I would 

encourage all members to come and see what is going on and to communicate with key volunteers and 

board members. 

David Jackson,  

President BC Aviation Museum 

The Norseman News… please read! 

This Summer 2021 issue of the BC Aviation Museum’s quarterly newsletter is the last that will be 

distributed in hard copy by Canada Post mail. Starting with the Fall 2021 issue, all members will be 

receiving an email containing a link to download the issue.  

There are many benefits to members and the Museum. The newsletter will no longer be limited to 8 pages (per 

Canada Post requirements); colour images will be seen as they are intended; if text is on the small size, you can 

zoom in when you view; and best of all, a savings to the Museum of roughly $160 a quarter. 

If this is an issue for any members, please contact norsemannews@bcam.net and I will pass on your comments. 



 

Important Upcoming Dates 

July - September 2021 

Although the pandemic seems to be easing a little, we still live in unusual times, and 

Museum events may be affected. 

Speaker nights, volunteer lunches and other museum events are cancelled or postponed until  

further notice - however, since the Norseman News is published only four times a year, and  

pandemic-related events can change almost by the week, please continue to check happenings at 

the Museum’s website or current Slipstream magazine for dates and events. 

See this issue’s President’s Message for more on opening hours. 

The Canadian Supersonic Transport (SST-eh!) by Doug Rollins 

Aviation buffs will know that the first supersonic flight by a commercial airliner was made by the Soviet 

‘Concordski’, the Tupolev Tu-144. This happened on 5 June 

1969. On 1 October 1969 the second transport aircraft went 

supersonic; the joint British / French Concorde. Unfortu-

nately, both of these well-known ’facts’ are incorrect; in re-

ality the first commercial airliner to fly faster than the 

speed of sound beat both the Concorde and the Tu-144 to 

the supersonic barrier by a full eight years. Better yet, the airliner was Canadian! Impossible, you say? 

Read on! 

On 21 August 1961 pilot William Magruder, copilot Paul Patten, and two flight engineers took off in a fac-

tory-fresh Douglas DC-8-43 for a test flight from Long Beach, California. Their destination was east; Ed-

wards Air Force Base. The aircraft, no. N9604Z, was the Empress of Montreal, a Canadian Pacific DC-8, 

and it had just 30 minutes of fuel onboard. The crew wanted to be light, and over the Edwards test 

grounds they climbed to 52,000 feet; a record for transport aircraft. But the height record was not the objec-

tive of this test flight. The airliner was quickly joined by an F-100 Super Sabre and an F-104 Starfighter; 

they would observe and film what was about to happen. 

Magruder pushed the stick forward and held it down with a force of about 50 pounds. The aircraft dove at 

a steep angle and began to accelerate rapidly. The pilot did not trim for the dive; if his stick pressure di-

minished he wanted the aircraft to pull itself out of the dive automatically. Meanwhile, Patten, the co-pilot, 

called out an airspeed number; this was the carefully-worked out speed that the pilot would try to hit for 



 

the next 1,000 feet. At first the co-pilot had time to glance out the window, and recalled the sky being 

very black. However, as the aircraft accelerated he was soon completely focused on calling out the 

target airspeed every 2 seconds as they dropped another 1,000 feet. Airspeed was used because the 

Mach Number, [1.00 being the speed of sound at the given altitude], was not nearly as precise as air-

speed. Patten’s impression was that the transport was now in an almost vertical dive. 

Buffeting began at Mach 0.96, but soon subsided. Only after the chase-plane film was developed did 

they later realize that at Mach 0.97 the shock-wave transited the wings and deflected both ailerons 5 de-

grees upwards; fortunately this deflection was both symmetrical and simultaneous. Back in calm air, the 

plummeting aircraft hit Mach 1.01 and Magruder held it there for about 16 seconds. Now initiating re-

covery, the pilot released his back-pressure on the stick. The angle of descent shallowed a bit, and then 

remained constant. The elevator did not respond to control inputs and the airliner remained in its dive. 

The next obvious thing was to use the stabilizer control to deflect the tail and initiate the pull-out. How-

ever, the pressure of the air rushing violently over the tail-plane was stronger than the stabilizer motor; 

the horizontal stabilizer was imprisoned in a vice-grip and refused to move. The dive continued. 

It was at this point that the test-pilot really earned his paycheck. In the small amount of time remaining 

before excavating a brand new crater in the California desert, many pilots would have continued to fran-

tically pull back on the stick or work the horizontal stabilizer motor, or, most likely, - both! Not Magrud-

er. Having quickly and accurately assessed the available information, the experienced test-pilot now be-

gan to PUSH THE STICK FORWARD and steepened the dive! This unloaded the pressure on the tail-

plane, which in turn allowed the horizontal stabilizer motor to engage. With the tail-plane now trimmed 

for recovery, releasing the forward pressure on the stick allowed the nose to slowly nudge upwards. The 

buffeting re-appeared around Mach 0.97, but soon fell away, and the DC-8 resumed horizontal flight at 

35,000 feet.  

From there the descent and landing were nor-

mal and an ecstatic crew was the focus of an 

historic photo in front of the aircraft that had 

just set a height record, and became the 

world’s first transport aircraft to go supersonic. 

For their efforts, back at Long Beach senior 

Douglas Aircraft managers treated the crew to 

lunch in their executive boardroom, and pre-

sented each of them with a cheque for $1,000. As for the Empress of Montreal, it flew for the next 19 

years with Canadian Pacific Airlines as CF-CPG before being unceremoniously sold for scrap in March 

1980. I would bet that few, if any, of the tens of thousands of passengers and crew that it delivered safely 

to their destination, ever knew, or even suspected, that this airliner was the very first transport aircraft to 

break the sound barrier! 

To see a painting by our very own Allan Botting depicting this historic flight, point your browser to: https://

sites.google.com/site/aircraftpaintings/ 



 

 
Oh No, It’s a Female - We’re All Gonna Die! by Capt Tricia Klus, Ret’d 

Way back in the last century, the Canadian Armed Forces decided it was a good idea to have more 

women in the ranks. When I heard about a trial program for women aircrew, I thought that might be 

interesting. University life wasn't inspiring me, and I was ready for something new. It was 1980 when I 

signed on the dotted line, unaware of just how much my life would change. 

Off I went to boot camp at CFB Chilliwack. I was pretty green and thought the first outing on our 

schedule called “Scenic Tour”, would be a nice day out, maybe a bus ride and lunch afterwards just to 

welcome us. It wasn't. I soon found myself marching in unfashionable, green fatigues carrying a heavy 

pack and an FNC1 rifle. The next four 

months were quite busy, I never did 

perfect the art of spit-polishing my boots 

to a glossy shine, but I could make my 

bed sheets so tight a quarter would 

bounce off them at inspection. Drill 

practice on the parade square wasn't too 

bad, although I remember the drill 

sergeant yelling at us, calling us maggots 

and such (honestly! so cliché). In many 

ways it was like the Goldie Hawn movie 

“Private Benjamin”. 

Nevertheless, I did graduate, became an 

officer and went on to Navigator training at CFB Winnipeg. There were six 

of us on my course, three women, three men. On the course ahead of me there were three other women. 

Of us first six women, five graduated. I enjoyed my nav training and was especially thrilled at 

graduation to have my wings presented to me by my father, also a navigator but retired at that time. 

All the women navigators were posted to 436 Sqn CFB Trenton to fly the C130 Hercules, the same 

aircraft we trained on. It was a great squadron to fly with. The Hercules was capable of carrying large 

payloads over long distances and into airfields that were unusable by most other large aircraft so there 

was quite a variety of missions. 

While I was on squadron, taskings included airlifting airborne regiments for NATO exercises in Norway, 

carrying United Nations peacekeeping troops and supplies to Cyprus and the Middle East, worldwide 

humanitarian aid, and the resupply of Canadian missions abroad. There were also regular scheduled 

flights to CFB Lahr, West Germany, carrying supplies to NATO forces in Europe, to CFB Goose Bay and 

CFB Alert, the most northerly, permanently inhabited location in the world. Also, global readiness 

training was a mandate of the squadron, and there were wonderful “long range trainers”, or jam trips, as 

we referred to them. They were two to three weeks in duration, carried two complete crews as well as 

support technicians and sometimes a “deserving serviceman”. They went everywhere, what fun! Er, I 

mean, they were very useful and necessary training with lots of hard work. 

Me on the Herc (Photo: T Klus) 



 

436 was also a “Tactical” Squadron and as such we delivered heavy loads and troops by parachute. I 

was a qualified Lead Tactical Nav and participated in many exercises with the airborne regiments as 

well as formation flights in airshows. These missions were often in 3 or 6 plane formations. Very 

exciting! I remember on one trip, my annual check ride, as I went to give the jump master a briefing 

before take off I had to walk past all these huge, scary guys, covered in camouflage, with 200lb packs 

strapped to their bodies. I endured a series of eye-rolling catcalls and stupid remarks when I decided 

enough was enough. I stopped in front of one huge fellow, pointed at him and loudly said, "FINE! 

You're going in the trees!" Well, that shut them up. I knew that falling into wooded areas was one of 

their worst fears and they knew that the navigator was the one who called "green go", time to jump. I 

passed my check ride. 

Of many, many memorable trips I will briefly mention four. I was on a long range trainer (did I mention 

that they were very useful and important training flights?) that stopped at Easter Island! How many 

people do you know that can say that? And this was before it became touristy. I loved it, but there are 

some huge bugs there, and I slept with one eye open! (I could mention that we stopped in at Tahiti and 

Hawaii on the way home but that might sound like I was bragging.) 

After a devastating earthquake in Chile I was part 

of the crew tasked with bringing humanitarian aid. 

There was a curfew in the city of Santiago where 

we stayed, and we could not leave the hotel after a 

certain time. But that didn't matter, as the whole 

crew had received personal invitations from the 

embassy inviting us to a private party, in our hotel, 

complete with disco and free-flowing champagne. 

It would have been rude to decline, and as we 

considered ourselves ambassadors of our country 

when abroad, we all attended. All sorts of 

interesting people were there and the dance floor was busy. As luck would have it we weren't scheduled 

to fly the next day... what are the odds? I remember the next morning as we were getting ready to go on 

a tour, again, hosted by the embassy, one crew member asked me if I felt it. Felt what? Apparently there 

had been another smaller earthquake that night. I didn't notice, I was too busy with the dancing and 

champagne! 

Another time I was on the crew that brought home one of two serviceable Hawker Hurricanes from 

Edinburgh to the Canadian Warplane Heritage Museum in Hamilton. The two fellows from the 

museum who escorted the aircraft were so appreciative, they wined and dined us in Edinburgh and 

were positively giddy the whole time. It was such a pleasure to meet these people who cared so much 

for aviation history.* 

But probably the most interesting mission I was on was Op CESAR (Canadian Expedition to Study the 

Alpha Ridge).** It involved bringing support and supplies to scientists who were studying the Alpha 

The crew in Chile (photo: T Klus) 



 

Ridge in the arctic and its possible 

connection to the Canadian Shield and 

sovereignty claims. Military engineers 

created a runway on the ice at 

approximately 84ºN, and we landed on 

it. It was the most northern heavy 

landing runway ever that I am aware 

of. We never shut down our engines 

while there and I always checked for 

cracks in the ice!  

You are probably wondering about the darker side of being one of the few women in a male-dominated 

workplace. Yes, there were times when inappropriate things were said, but probably no more than in 

any other workplace. I never felt threatened or vulnerable. On the other hand, there were many times 

when crew members would offer to carry my bags! I never accepted. My motto was, if I can't carry it I 

shouldn't bring it. I believe we all considered ourselves professionals and knew we had to work as a 

team to get the job done. I did my job well and wouldn't have lasted if I didn't. Also, a good sense of 

humour helped deflect any awkward moments. By the way, the title of this article is something that I 

heard many times, usually from army guys as they were entering the aircraft. Another eye-rolling 

moment. 

However, after being qualified on two aircraft (the other being the Boeing 707) and having almost 3000 

hours flying experience, I put in my release. I had recently married (inevitable after being around men 

so much!) and was starting a family. My career manager was unable/unwilling to find a suitable ground 

position for me on the same base as my husband who also flew. But I had no hard feelings as it was the 

right decision for me. 

My time in the military was quite a thrill with many interesting and unusual experiences. I loved flying 

in the arctic, navigating by the stars, seeing spectacular sunrises when flying towards Europe, being 

mesmerized by the aurora borealis from the cockpit window, being able to find tiny specks of land in the 

middle of the ocean (Ascension Island), being part of the first all-female front end crew (there were no 

women flight engineers at that time) and so much more. I would say the trial program was a success, at 

least it was for me! 

*https://www.warplane.com/about/museum-history.aspx  

Sadly, on February 15th, 1993, a large part of Hangar #3 was destroyed in a devastating fire. Included in 

the destruction of the hangar were five museum aircraft, the administrative offices, engineering records 

and all ground and maintenance equipment. The aircraft lost were the Hawker Hurricane, Grumman 

Avenger, Auster, Stinson 105 and Supermarine Spitfire. 

**https://cmea-agmc.ca/op-cesar-lcol-dave-noble-retd  

**http://www.nauticapedia.ca/Gallery/Arctic_CESAR_1983.php  

Op CESAR - Hercules 316 on the ice runway (photo: T Klus) 



 

The British Columbia Aviation Museum 

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

Ph. 250 655 3300 Website: www.bcam.net 

Your Board of Directors: 

President:    Dave Jackson   250 656 0254  davejackson@bcam.net 

Vice President:   Mike Ingram    250 881 2660  mikeingram@bcam.net  

Secretary:    Mac Duffield   250 655 3855  macduffield@bcam.net 

Treasurer:    Bob Saunders   250 652 2574  accounts@bcam.net  

Directors :    Russ Hudson   250 656 5173  russhudson@bcam.net 

     Grant Hopkins  250 216 5267  granthopkins@bcam.net 

     Pat Phillips   250 652 4201  patphillips@bcam.net 

Other Very Nearly Important People: 

Aircraft Archives/Librarian:   Doug Rollins   250 655 4184  library@bcam.net  

Artifacts:    Brian Hay   250 655 3187  artifacts@bcam.net  

Membership Records:  Norm Dressler  250 656 3771  membership@bcam.net  

Volunteer Co-Ordinator:  Jan Lewis   250 665 6062  janlewis@bcam.net 

Restoration Shop Manager  Clive Sparks   250 889 8040  clivesparks@bcam.net 

Gift Shop Team (2 volunteers): Eleanore Arkesteyn  250 656 4589  giftshop@bcam.net  

Norseman Newsletter:  Dave Byrnes   778 848 4677  norsemannews@bcam.net 

Norseman Room Rental:  Barbara Gilbert  250 655 3794  inquiries@bcam.net   

Ground Maintenance:  Sally Atton   250 656 9464  robatton@shaw.ca 

eBay Sales    Sandy Peel   250 658 5171  sandypeel@bcam.net 

Please contact Editor at: norsemannews@bcam.net with your ideas and comments for  

future newsletters or in writing to  

The Editor, Norseman News, BCAM, 1910 Norseman Road, Sidney, B.C. V8L 5V5 CANADA 

Who Am I? I am a figure involved in aviation (and other things). Can you guess who I am from the clues below? Submit your 

answer to norsemannews@bcam.net to gain recognition (verbal only, alas) in the next newsletter!  

1. I was born in Vancouver in 1909 and moved to England as a child. I took flying lessons and gained a private pilot’s licence in 

1934. After further instruction, I qualified for a commercial pilot’s licence in 1935, and in 1936 gained an instructor’s rating.  

2. I became the Chief Flying Instructor at a large city’s flying club in 1939. I then moved to the USA to qualify for an American 

commercial pilot’s certificate.  

3. After gaining the American qualification, I returned to Canada and attained a Canadian commercial licence and a Class 2 

Instructor rating.  

4. With the war now underway, I trained pilots, until in 1942 I was accepted as a ferry pilot in Britain’s Air Transport Auxiliary, 

as part of Jacqueline Cochrane’s American Group, and my job was to deliver aircraft to the RAF.  

5. I survived the war, and continued flying until I retired at age 60. For my work, including becoming the first Canadian woman 

to serve in the ATA, I was inducted as a member of Canada’s Aviation Hall of Fame. 

The correct answer to the last issue’s Who Am I is Charles F Blair. Correct answers were supplied, in order, by Cheryl Thorpe 

(two in a row!), TB Orlowski, and Dwight Skeates . Congratulations all! 
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