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FAMILY PORTRAIT

Up betimes and, it being a sunny day
and ye officers and men in astonishingly
good humour, ye Captain did summon ye
ship’s photographer,

“Methinks,” he did say, “ye time is ripe
for a portrait which doth depict ye ship’s
company as One Big Happy Family,”

Whereupon, when ye officers and men
were assembled upon ye forecastle and ye
upper portions of ye ship, ye whole mul-
titude did beam toothily and mightily upon
yve photographer, who did press a button
and say:

“Sorry, sir. In my forgetfulness I pulled
not out ye slide.”

When ye photographer had been trussed
up and flogged without mercy, to ye merri-
ment of all present, ye company did again
assemble in their places and ye picture was
taken . . .

Samuel Pepys, being almost wholly ig-
norant of the existence of Japan and the
ship’s name being obscured by a cable
holder, did not mention that the picture

«was taken on board the Crescent, senior

ship of the Second Canadian Escort Squad-
ron, alongside at Yokosuka on Tokyo Bay.
(CR-217)

———

Negative numbers of RCN photographs
reproduced in The Crowsnest are included
with the caption for the benefit of persons
wishing to obtain prints of the photos,
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This they may do by sending an order to
the Naval Secretary, Naval Headquarters,
Ottawa, attention Photographic Section, quot-
ing the negative number of the photograph,
giving the size and finish required, and en-
closing a money order for the full amount,
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functions not previously possible. The
idea was forwarded to the Suggestion
Award Board for evaluation by spe-
cialist officers and has been adopted for
use by the Royal Canadian Navy,

. PO Newall was born in Vermilion on
. January 1, 1926, and served with the
RCAF from January 1944 until Octo~
ber 1945.

He entered the RCN in March 1946
and after serving ashore on hoth coasts
and at sea in the Ontario, he special-
ized as an air mechanic and later as
an air ordnance-man. He subsequently
served with air groups at Shearwater,
and at sea in the Magnificent, and took
advanced air ordnance courses in the
United Kingdom.

PO Newall is now serving with VU-
33, naval utility squadron based at
Patricia Bay near Victoria,

Oriole Begins
Sailing Cruises

The first in a series of four sailing
cruises for Venture cadets—in the yacht
Oriole, got underway March 21. A fa-
miliar sight in local waters, the Oriole
is commanded by Lt.-Cdr. C. A. Prosser.

With 18 cadets on board, Oriole left
Esquimalt harbour on the afternoon of
March 21, and returned late on March
23. Port Townsend and Seattle were
visited during the cruise.

The second cruise carried the same
number of cadels, and called at the

same ports. That cruise was held at
the—end-of-March. Two similar cruises

almost immediately for northern B.C.
waters, calling at Prince Rupert, Mas-
set, Skidegate, Kitimat, Bella Bella and
Bella Coola. It was arranged {o em-
bark Reserve officers and men from
Chatham, the naval division at Prince
Rupert, during the visit there, and take
them {o sea for a period of {raining,
The three ships returned to Esquimalt
early in April.

The Cowichan was to visit Bremer-
ton and Tacoma in mid-April for a
week of technical {rials in the Puget
Sound area.

On the Cowichan’s return to Esqui-
malt the four ships of the squadron ex-
pected to sail to Alaska on a {raining
cruise lasting from April 23 until May
15, visiting Sitka, Juneau, Skagway,
Petersberg, Wrangell and Ketchikan.
During the cruise exercises were
planned with ships of the Fourth Can-
adian Escort Squadron, en route to
Prince Rupert,

New War for
Old Avengers

A new type of warfare may soon
face some former Royal Canadian Navy
aircraft. The airplanes are the out-
moded Avengers which recently went
up for sale. It is reported their new

owners plan to use them for spraying
chemicals over Canadian forests in the
war against the spruce bud-worm,

These aircraft are among the 22 which
were turned over to Crown Assets Dis-
posal Corporation for sale. More are
expected to go up for disposal later as
they are replaced by the new RCN anti~
submarine aircraft, the Tracker.

Some Avengers are still in service
but will be replaced shortly, while
others have been paid off from the
squadrons in preparation for disposal,

It is the second time on the block
for the Avengers. U.S.-buill planes,
formerly torpedo bombers, they were
acquired by the RCN and converted for
anti-submarine use in 1951,

In the original role of torpedo homber,
the Avengers were used effeciively by
the U.S. Navy in the Pacific in the later
stages of the Second World War.

For their anti-submarine duties with
the RCN they were almost completely
rebuilt into two main types, one for
search duties, the other as an attack
aircraft. In the search Avengers, huge
radar domes replaced the former un-
derbellies which housed the torpedo or
bomb bays. They were also equipped
with magnetic anomaly detectors for
ferreting out submarines travelling be-
neath the surface of the ocean.

RCN ADOPTS NEW TABLE

e—en

are to be held in April,
Each group of cadets is accompanied

by one of Venture’s divisional officers,.

either Lt. (P) John Kennedy or Lt,
Constantine Cotaras.

While the sailing cruises are designed
to provide practical sailing experience
and general seamanship to all the ca-
dets, special emphasis is placed on
pilotage training.

Busy Schedule
For ’Sweepers

The Second Canadian Minesweeping
Squadron continues to be one of the
busiest groups in the Pacific Command.
It has been ‘“on the go” almost con-
tinuously since the beginning of the
year.

Led by the Fortune, senior ship, the
James Bay, Miramichi and Cowichan
returned to Esquimalt early in March
from a four-week exercise in the Camp-
bell River - Oyster Bay area. The For-
tune, James Bay and Miramichi sailed

OF VISUAL STANDARDS- -

A revised standard of visual acuity
has been adopted by the Royal Cana-
dian Navy. Recognhizing the greater
demand made on eyesight by modern
technical equipment, it brcadens con-
siderably the fields of activity in which
glasses may be used.

A further influence has been the in-
creasing efficiency of and reliance on
electronic “eyes”, chiefly radar, for
detection and observation. These in-
struments have not replaced the human
eye, but by enormously extending a
ship’s visual capability—especially at
night and in low visibility—have en-
abled an easing of emphasis on eye-
sight standards in rany categories.

All personnel over the age of 23 are
now permitted to wear glasses, except
in hazardous circumstances, o correct
and preserve vision. Of those 23 years
of age and under, a high standard of
visual acuitly is still required of officers
employed in execulive duties (e.g.,
watch-keeping at sea) and of seamen,

photographers and communicators (vis-
ual). However, personnel in these
categories may wear glasses for reading,
if prescribed.

The new standards take into account
the deterioration of eyesight with age.
Minimum standards, with and without
glasses, have been established for each
of four age groups—23 and under, 24
to 33, 34 to 40 and 41 and over. These
are further subdivided according to
duties. The effect will be to ensure
adequate vision for duties performed,
and in some cases permit employment
of personnel in duties from which they
were Dprohibited by previous eyesight
standards.

Provision is also made for those
whose eyesight may fall below the
minimum standard. Cases of this

nature will be considered individually
and the status and employment of an
officer or man in this category will bhe
determined in relation to his overall
capabilities.
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By regulation, each liaison officer in-
forms each commanding officer in his
area that a federal general -election
has been ordered and requires him to
publish in daily orders a notice of the
same tlogether with an announcement
that Canadian forces electors will vote
during the week preceding election day
and that the hours of voling and the
location of the polling booth will be
stated in a further notice. This an-
nouncement, like others in the regula-
tions, has a name; Form No, 5.

At the same time, each commanding
officer is required to designate a deputy
returning officer whose function is in
simple terms—to manage the voting in
his ship or establishmen{, In prac-
tically all cases the deputy returning
officer now becomes the commanding
officer for the purposes of the general
election and proceeds to act with the
liaison officer to implement the regu-
lations,

Within two weeks of the publication
of Form No. 5, each unit is required
to furnish a list of all Canadian forces
electors borne and their place of or-
dinary residence as stated on an offi-
cial form, No. 15, No. 16, No. 17 or
No. 18.

It might be well at this stage to ex-
plain the purpose and importance of
these statements of ordinary residence.

If we were civilians, we would be
enumerated on a polling list wherever
we lived in Canada (with the legal
requirements of 12 months’ residence
in the country, as some of our wives

in more than one country during the
electoral centuries of the past.

Instead of being enumerated just be-
fore an election, we place on file a
statement of ordinary residence which
remains our domicile for voting pur-
poses unless we alter it formally in
December of any year., Thus, wher-
ever an election may find us, we are
already listed as a voter. This is im-
portant because it protects our indi-
vidual rights and prevents packing an
electoral disirict by moving bodies of
armed forces when an election is or-
dered.

The Armed Forces vote during the
six week-days preceding election day
in order {o permi{ the maximum num-
ber {o vote despile the exigencies of
the service and the time is not too long
for large establishments such as Stad-
acona, Naden, Shearwater and Corn-
wallis, Nor is it too long when opera-
tions are eonsidered, because a ship will
often be unable o vote during most of
the period.

When -a Canadian forces elector
comes to the polling booth established
in his ship or establishment, at the
time and place notified by the com-
manding officer, he appears before the
deputy returning officer, identifies him-
self and is shown his name and place
of ordinary residence on the nominal
list. The place of ordinary residence
sets the electoral district and hence the
candidate for office. The Canadian
forces elector is required by the deputy
returning officer to complete a state-
ment of identity and district and is then

When the ouler envelope is received
in the headquarters of the special re-
turning officer, it is first scrutinized to
ensure that it has been completed and
signed by the elector and witnessed by
the depuly returning officer, This is
another safeguard to protect the indi-
vidual and to prevent irregularities,
Then all oufer envelopes for each dis-
irict are assembled tfogether until the
order to count the votes is given. At
that time all ouler envelopes are dis-
carded and the scrutineers, who work
in pairs, have before them only a pile
of plain brown inner envelopes con-
taining completed ballots. Thus there
is no possibility of knowing who voted
for whom except in the million-to-one
case where only one Canadian Forces
elector, out of the tens of thousands
eligible, voted in an electoral district
and his name was renumbered. Those
are very long odds indeed and for all
practical purposes may be disregarded.

After the voling week, the deputy
returning officer returns unused mate~
rial and accounts for the ballots which
were issued to him. Some ballots will
have been used by Canadian forces
electors, one or two will have been
spoiled, the remainder he will return
to the special returning officer and
heaven help him if the number ac-
counted for does not coincide with the
number issued! Not even a supply offi-
cer and his cash are held to stricter
account. Again we have an instance
of safeguarding the elector’s vote by
ensuring that it cannot be falsified.

are finding out to their dismay) and
would vote around the corner. In this
arrangement there is little opportunity
for either double dealing or flexibility:
we live in a certain place, we are free
and 21, we are in the polling booth on
election day and we cast our vote;
otherwise NYET! As membpers of the
active force, we have much greater in-
dividual protection and much wider al-
lowances; at the same time there are
guarantees that we cannot be stam-
peded or dragooned, as has happened

given a ballot and a plain envelope,
He retires to a private booth with the
list of candidates, writes the name of
his choice on the ballot and encloses
it in the little envelope. He then re-
turns to the deputy returning officer
and puts the little envelope inside an
outer envelope which has on one side
the statement referred to above and
on the other the name and address of
the special returning officer. The outer

envelope, which goes post free, is then
mailed.

This whole system is admirable, com-
bining as it does the maximum of se-
curity for the individual secret bhallot
with the utmost opportunity for in-
formed selective voting. It is hearten-
ing for members of the armed forces
to know that the system of government
which they have enlisted to protect is
concerned with the rights of all indi-
viduals to exercise the most important
right of democracy: the secret, selec-
tive ballot—C.H.L.
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NEW SOURCES OF POWER - -

INCE THE END of the Second World

War the gas turbine engine has at-
tracted a great deal of interest and in
many quarters enormous advantages
were = predicted. Because the high
temperatures, essential for high thermal
efficiency, exist continuously and in
areas where cooling is not a useful part
of the cycle, as opposed to diesel en-
gines and boilers, metallurgical ad-
vances are even greater prerequisites
to improved efficiency in gas turbines
than in any present conventional
engines.

The net result of the present metal-
lurgical limitations is that a very high
air to fuel ratio is required in compari-
son to boilers or reciprocating internal
combustion engines. This in turn re-
sults in a great deal of the mechanical
power produced being used in merely
compressing air. As a result of this
large circulating power, the effective
design of gas turbines requires a high
efficiency in all components if the horse-
power output is to be achieved efficiently
and economically,

The Author

On March 4, Commodore (E)
B. R. Spencer, Engineer-in-Chief
of the Royal Canadian Navy, ad-
dressed the technical section of
the Canadian Shipbuilding and
Ship Repairing Association at the
association’s annual meeting in
Montreal.

Speaking on the subject “Some
Recent Developments in Marine
Propulsion of Naval Vessels,”
Commodore Spencer for the most
part dealt with the machinery
developed for the St. Laurent
class destroyer escorts.

However, in the latter portion
of his address, Commodore Spen-
cer discussed the possibilities of
the gas turbine and nuclear power
and their application to naval ves-
sels of the future. This portion
of the address is reproduced here.
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How Do Gas Turbines and

Nuclear Energy Fit into the
Naval Picture?

The Royal Canadian Navy has been
closely following the development of
gas turbines and their possible use.
However, before a new type of prime
mover can be considered acceptable by
any user, it must compare favourably
with the performance of existing ma-
chinery.

One of the most promising applica-
tions is the use of gas turbines to pro-
vide “boost power” in a warship, for

as you are aware naval vessels must be
capable of speeds much in excess of the
normal cruising speed. The boost con-
cept is to have a steam plant only large
enough to provide cruising power, the
balance being provided from gas tur-
bines. This results in a light machinery
installation with very good efficiency at
cruising power and moderately good
efficiency at full power,

This concept of boost power can also
be applied to high speed launches, such
as motor torpedo boats, by fitting
together a diesel engine and a gas tur-
bine to give a compact high-power plant
which is comparatively easy to maintain
and which burns less volatile fuel com-
pared to the wartime MTBs fitted with
aircraft piston engines. Small boats can
also be considered suitable for gas tur-

bine propulsion if a high speed is
desired and fuel consumption is of sec-
ondary importance.

The fuel consumption of gas turbines
can be made competitive with steam
installations, as ably demonstrated by
several merchant ships. However, this
requires the use of a complex cycle
with numerous heat exchangers and
inter-coolers which occupy almost the
same space and weight as that of a con-
ventional steam plant,

The difficulty of burning other than
gaseous or distillate fuels is a major dis-
advantage of the gas turbine and if the
cheaper and more plentiful residual
fuels are used then greatly increased
maintenance charges would have to be
faced.

A New Freedom

“It was not fully realized until
the Nautilus actually operated,
just what a tremendous advan-
tage of mobility the ship pos-
sessed. Nautilus could move with
complete freedom beneath the
seas. The day of the diesel sub-
marine was over.

“What will nuclear power mean
to surface ships?

“An individual ship, such as
the guided missile cruiser USS
Long Beach will, like the sub-
marine, experience a great in-
crease in mobility. It is well
known that the captain of a ship
must take heavily into account his
available fuel oil supplies when
planning any operation. The se-
lection of speed is a balance be-
tween the desire to arrive at the
destination in the shortest possible
time and the meed to minimize
fuel consumption. The Second
World War Pacific operations are
one long history of the struggle
with supplies and replenishment.
Nuclear power eliminates the
problem of refuelling at sea.,”—
Rear-Admiral Hyman G. Rick-
over, USN, in “All Hands”,




The recent successful development of
the free-piston engine is a promising
alternative to the medium powered
diesel engine. The fuel consumption is
comparable and the basic simplicity of
the gas turbine is largely retained. The
moderate gas temperatures and much
smaller circulatory power needed makes
practical the use of a reverse turbine,

thus overcoming one of the major diffi~

culties of the gas turbine for which a
reversing gear irain or conirollable
pitch propeller is necessary.

The free-piston engine, however, re-
tains the problems associated with diesel
engines, such as cylinder liner wear and
fuel injection, but has the advantage of
fewer moving parts and easier mainten~
ance of the gas generators. These en-
gines are approximately equal in
weight and space to diesel engines, one
big advantage being that of reduced
maintenance costs.

Summing up, therefore, on future
trends for the machinery for naval ves-
sels of any considerable size, it seems
doubtful whether there will be any
radical change from the present basic
methods of propulsion, The prime
movers are almost bound to be steam
turbines for some time to come, with
the possible introduction of a gas turbine
boost, coupled for higher powers. It
must be remembered when considering
this type of installation that we are con-
fronted with the problem of carrying
separate fuels, apart from providing
some . suitable form of gear box in which
to match the two drives, and have yet
to simplify the requirement of operating

the provision of experience in how to
approach the various problems which
will be encountered when dealing with
the design and construction stages of a
nuclear propelled vessel.

From a purely military point of view,
the advantages of nuclear power are
obvious. To state these briefly, a nu-
clear powered ship would have a very
high endurance and would be capable
of maintaining a continuous high speed
within the limitations of the fuel life.
No oxygen is required in order to obtain
the heat release and the problem of ex-
haust gases is eliminated, the last two
factors being of prime importance in the
construction of submarine machinery,

In the case of surface vessels, both
uptakes and intakes are eliminated leav-~
ing the upper deck clear for additional
armament, the new profile giving the
ship great resistance to atomic war-

problems that will be confronted by the
naval designer may be more readily
understood;

(a) Commercial Requirements

(1) To be comparalively eco-
nomic, operationally.

(2) To be of a relatively simple
design and thus reasonably
inexpensive to build and to
possess ease of operation,

(83) To have a minimum turn-
round time,

(4) To possess a reasonable
speed, say 16-17 knots,

(5) To possess high endurance at
full speed.

From commercial reactor design {o
date, it would only be possible to achieve
competitive economic operation in a
large vessel. From a first-cost point of
view, it is probable thatl continuing de-
velopment will cause the cost of reactor
systems {o decrease. It would seem
that the only one, of the above require-
ments, which could be met today is
minimum turn-round time, although it is
probable that reasonable speeds could
be obtained in large vessels,

{b) Naval Requirement

Repeating the former statement
made on the principal require-
ments for a warship, we observe
that the naval designer must con-
tend with: —

Reliability

High endurance at cruising

speed combined with high top

speed

“the gas turbine in the asfern direction.
There is, however, no doubt in my mind
that these problems will eventually be
solved, in order that we can press for-
ward to installing such a combined unit
in a ship, the gains being too attractive
to ignore.

HE LAST and most revolutionary
T change which is likely to come
about in marine engineering design, in
the very near future, is the introduction
of nuclear power. Nuclear reactor de-
sign, although still in its infancy, has,
from the successes gained to date, indi-
cated that this source of power possesses
enormous possibilities, not least in the
field of marine engineering.

While at present it is difficult for a
country the size of Canada to justify
the necessary vast expenditures for the
construction of nuclear powered war-
ships, it is neverthless essential to keep
in close touch with all developments in
the marine field with a view to being
prepared to meet a requirement in due
course, This preparation would mainly
include the training of personnel and

fare. With no requirement for fuel
bunkers, the fire hazard is greatly re-
duced, vulnerability below the water
line reduced and the ability to resist
action damage of all kinds heightened.

These advantages are however, temp-
ered by certain disadvantages, not the
least being the large weight of the bio-
logical shield needed, together with the
higher initial capital outlay and de-
velopment costs incurred. Notwith-
standing, it is apparent that once one
nation has taken the lead in the nuclear
powering of warships, it would be
essential for competitive nations to fol-
low suit, observing that the advantages
would revolutionize naval strategy.

Time does not permit me to engage
in a lengthy discussion on the techni-
cal aspects of nuclear power, but I
would like to compare the nuclear re-
quirements of a merchant ship with
those of a warship, in order that the

Low weight

Small space and height

Ease of operation

Ease of manufacture

Ease of maintenance
Resistance to shock

Silence of operation
Adaptability to automatic con-
trol.

It must be noted that, to date, it is
recognized by the navies of the major
powers that the pressure water reactor
(PWR), using enriched fuel, is the only
reactor system which comes near to
meeting the naval requirement, although
the costs involved of such a system pro-
hibit its general adoption,

It is considered that the PWR can
readily satisfy such points as reliability,
high speed endurance, low weight and
small space and height, Ease of opera-
tion is difficult to assess without experi-
ence, but a reactor system is certainly
an area. requiring employment of fully
automatic controls and, thus, it may be
expected that control and operating
problems will be minimized.
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Origins of Canadian Naval Law
Roots of QRCN Reach Back to Eighth Century

ART OF THE National Defence Act,
1950, can be traced back to the
Rhodian Sea Laws (Lex Rhodia) which
governed maritime commerce in the
Mediterranean some 1,200 years ago.
Although these “laws and customs of the
sea” were probably written in the Tth
century, the earliest record remaining is
an 11th century parchment, now quite
illegible, held in the Vatican library.
The laws of the Republic of Rhodes,
themselves originating with the Phaeni-
cian merchants of Tyre and Sidon in
about 1500 BC, were adopted by Rome,
in the Digest of Justinian, and by other
Mediterranean states: (1) Tavola Am-
alfitana (Table of Amalfi, near Naples)
around 800-900 AD; (2) Consulato del
Mar (Consulate of the Sea), 1494, in

the Kingdom of Aragon, now Barcel~

ona; and (3) the Assizes of Jerusalem,
From the latter source the laws were
recorded in revised form in the 12th
century by Willilarm de Forz of Oleron,
the commander of part of the Spanish
fleet taking part in the Crusades. The
Roll or Rule of Oleron is the most im-
portant mediaeval source of maritime
law and custom; its guiding principle
was that punishment should fit the
crime:

“Know all men that We, with the aid
of upright counsels, -have laid down
[a current expression!] these ordinances:

“Whoever shall commit murder aboard

—ship —shall-be -tied to—the corpse and

thrown into the sea.

“If a murder be committed on land
the murderer shall be tied to the corpse
and buried alive.

“If any man be convicted of draw-
ing a knife for the purpose of stabbing
another, or shall have stabbed another
so that blood shall flow, he shall lose
a hand.

“If a man strike another with his
hand, he shall be ducked three times
into the sea.

“If any man defame, vilify, or swear
at his fellow, he shall pay him as many
ounces of silver as times he has reviled
him.

“If a robber be convicled of theft,
boiling pitch shall be poured over his
head and a shower of feathers be shaken
over to mark him, and he shall be cast
ashore at the . first land at which the
Fleet shall touch.”

And finally:

“All other faults committed at sea
shall be punished according to the cus-
toms used at sea.”

Richard I, the Lion-Hearted, applied
the Roll of Oleron, with little change,
to his English fleet; through him the
Lex Rhodic was adopted as a mari~
time code, not only in Britain, as the
Ordonnances—the earliest known Ar-
ticles of War—but in the Baltic as the
Laws of Wisby (now Gotland, Sweden),
and in the north Furopean towns form-
ing the Hanseatic League as the Lu-
beck or Hanseatic Code. This Ilatter
Code made provision for a load-line on
merchant vessels several centuries be-
fore the House of Commons received
into ils august midst a certain Liver-
pool merchant named Samuel Plimsoll.
These bodies of law, recording the
rights of foreign shipowners and trad-
ers, are the original basis for interna-
tional law, which is only now reaching
fruition and attaining wide recognition
among the nations,

A development from the laws or Or-
donnances of Richard I was the Black
Book of the Admiralty, in which was
recorded all law relating to seafaring
under the British flag. This famous
book contained “. , . the ancient sta-
tutes of the Admiralty, to be observed
both upon the ports and havens, the
high seas and beyond the seas, which
are engrossed upon vellum in the said
book and written in an ancient French
language.” English was not used in law
until 1362; the archaic “Law French”
did noet—become— obsolete until 1731,
Through the 14th to the mid-18th cen-
turies the Admiralty Black Book was
in use as the authority for British mari-
time law. It too provided for trial and
punishment of offences *. . . according
to the law and custom of the sea.”

Provisions of the ordinary criminal
law were added to the maritime law
from time to time, For example, an
act of Henry VIII in 1537 gave juris-
diction to the High Court of Admiralty
to try offences committed on the high
seas against the Statute of Treasons,
1352, and certain other criminal sta-
tutes: “All treasons felonies robberies
murders and confederacies hereafter to
be committed in or upon the sea or in
any other haven river creek or place
where the Admiral or Admirals have
or pretend to have power authority or
jurisdiction shall be inquired deter-
mined and judged in such shires and
places in the realm as shall be limited
by the King’s commission or commis~-
sions to be directed for the same in like

form and conditions as if such offence
or offences had been commitied or done
in or upon the land ., .”

Although the High Court of Admir-
alty merged in 1875 with the Supreme
Court of Judicature, Roman Law, as
derived from the Digest of Justinian
through Oleron and the Black Book,
remained of considerable authority, but
could not be pleaded in common law
or chancery courts where case-law and
equity took the place of Roman prin-
ciples. General and particular aver-
age, and what is now known as “inn-
keeper’s liability” with respect to
passengers, are principles which have
survived, without appreciable change,
from the Lex Rhodia,

An ordinance for the government of
the navy, signed in 1645 by Charles I,
contained provisions for the holding of
courtsmartial; this term, and no doubt
some of the procedure, date from the
Court of Chivalry of the 11th {o 16th
centuries.

Unlike the army Articles of War,
which used to be a royal prerogative,
issued to the British army only when
serving out of Britain, the naval Ar-
ticles have always been statutory. The
difference was made intentionally, to
protect the country from coercion by
the king. The Bill of Rights, 1689, pro-
vided that the king could not raise or
maintain a standing army in peacetime,
but the navy was not included in this
provision. It has remained a preroga-
tive force on a permanent basis, sub-
ject to parliamentary control through
the estimates and supply bills.

Until the first of the annual Mutiny
Acts was passed in 1689, military law
could not exist in Britain in peace-
time. Parliament maintained control
over the army by the device of having
to renew the Mutiny Act for a year at
a time. In 1803 the royal prerogative
of issuing Articles of War, and parlia-
ment’s annual military bill, were com-
bined in the Army Act. The Air Force
Act of the United Kingdom is based on
this act, Both acts must be renewed
annually.

The present Articles of War for the
Royal Navy are embodied in the Naval
Discipline Act, a permanent statute.
This latter Act is derived from the Ar-
ticles of War, 1623, and 1653— of which
the final article states: “All other faults

. shall be punished according to the
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laws and customs of the sea”; the Naval
Discipline Acts of 1661 (which contains
the same final article), 1749, 1847, and
the best known, that of 1866, which
states in the preamble that it is . . .
the law relating to the Government of
the Navy, whereon, under the good
Providence of God, the wealth, safety
and strength of the kingdom chiefly
depend . . .” A further statute in this
series, the Naval Discipline Act of 1911,
is in a different category, as it relates
to the application of the disciplinary
provisions of the 1866 Act to the Do-
minion Naval Forces.

Under authority of article 91 (7) of
the British North America Act, 1867
(the Canadian Constitution), section 69
of the Militia Act (Can.) made provi-
sions of the Army Act (Imp.) applic-
able to Canada in 1869, and annually
thereafter.

The Naval Service Act (9-10 Edw.
VII, c.43), assented to 4 May, 1910—
the official birthday of the Royal Can-
adian Navy—stated in section 48: “ ‘The
Naval Discipline Act, 1866’ . . . and the
King’s Regulations and Admiralty In-
structions, in so far as the said Acts,
regulations and instructions are applic-
able, and except in so far as they may
be inconsistent with this Act or with
any regulations made under this Act,
shall apply to the Naval Service and
shall have the same force in law as if
they formed part of this act .. .”

A Canadian disciplinary code was
first provided in the revised Naval Ser-
vice Act of 1944, This act also pro-
vided for the King’s Regulations and
Instructions for the Royal Canadian
Navy (KRCN), to supersede KR & Al,
which had first been issued to the Royal
Navy in 1731. Commander (SB) Hor-
ace E. Read, OBE, RCN(R) (Ret'd),
dean of the Dalhousie University Fac-
ulty of Law, was chairman of the com-
mittee which drafted KRCN.

The National Defence Act, 1950, is
the result of three years of study and
work by service and legal authorities,
and represents a consolidation, found
necessary by the experience of the Sec-
ond World War, by the statutes men-
tioned above, and of the Department
of National Defence Act, 1922, the Mili-
tia Act, the RMC Act, the RCAF Act,
as well as the Army and Air Force Acts
of the United Kingdom, all of which
had previously applied to units of the
Canadian forces.

In the drafting of the National De-
fence Act, Canadian authorities made
extensive use of the work done in the
United States in preparation of the
Uniform Code of Military Justice, and
also to the recommendations of Mr.
Justice Pilcher’s committee on military
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law in the United Kingdom, which led
to the latest revision of the Naval Dis-
cipline Act.

Following the government’s tri-ser-
vice policy, the National Defence Act
is a consolidated act, applicable to the
three armed services and the Defence
Research Board. With respect to its
broad application to four distinct ser-
vices this Canadian legislation is prob-
ably unique.

Although the Act was assented to on
June 30, 1950, parts IV to IX, entitled
the Code of Service Discipline, only be-
came effective in the Canadian Forces
on September 1, 1951, The National
Defence Act and the Defence Services
Pension Act have been amended annu-
ally since 1950 by Canadian Forces
Acts.

By virtue of section 119 and Part
XI11, the Code includes provisions of
the ordinary criminal law of the coun-
try, as found in the Criminal Code, the
Official Secrets Act, and other federal
statutes. As a recent extension to the

principle carried forward from 1537,
section 119A provides that offences
against foreign laws may now come un-
der the jurisdiction of the Code of Ser-
vice Discipline. ~

We may note with interest that it
was the naval disciplinary code of the
Naval Service Act, 1944, which was
used perhaps as the principal basis for
the drafting of the Code of Service
Discipline. This Act provides the link
in a direct chain joining the maritime
customs and laws of the Phceenician
seamen of Tyre and Sidon in 1500 BC,
to the statutory code and regulations
governing the conduct of Canadian
sailors in 1958 AD.

The above article was written by Lt.-
Cdr. A. D, Taylor, recruiting officer for
Quebec City, who began the study of
law while serving in HMCS Magnificent
and has continued his studies ashore.
He has also delved deeply into maval
customs and traditions.

ON or IN?

FINE POINT of nautical gram-
mar is resurrected in the March
1958 issue of The Nautical Magazine,
that ever-interesting merchant service
journal published in Glasgow, Scotland.
Does one serve “on” or “in” a ship?
This is the way The Crowsnest once
heard the matter put: A ship is a ves-
sel; a vessel is a container. Therefore,
one serves “in” a ship. Similarly, one
does not live “on” a house.

That should settle the problem and,
in fact, the question would never come
up at all if all sea-going vessels were
submarines. However, in these days
of aircraft carriers, which are essen-
tially floating platforms, some sort of
case can be made for the occasional use
of “on”.

The issue can be beclouded further
by drawing attention to the expressions
“on board” and “aboard”. (By the way,
which of those terms is to be pre-
ferred?) Certainly no sailor would
claim he sailed “inboard” a ship.

But to get back to the original ques-
tion: “Omn or in?”—here is what The
Nautical Magazine has to say:

“Many years ago when we were very
young we were severely reprimanded
by an old seadog for saying that a man
was serving ‘on’ a ship. ‘Is he a barn-
acle or something?’ the old seaman
wanted to know. But nowadays almost
everyone seems to be sailing on a ship
or serving on a ship and we wonder
how they manage to attach themselves
to the hull, for obviously if one sails
‘on’ a ship then presumably you must
be somewhere on the outside. For this
matter of ‘on’ or ‘in’ has always tickled
our fancy and, while not wishing to
sound pedantic, we have noted in re-
cent months how the usage of ‘on’ has
grown in some leading shipping maga-
zines and even Lloyd’s List, not to men-
tion house magazines.

“Perhaps some of our more knowl-
edgeable readers will have some com-
ments on the matter, but apart from
that old seadog we were told by men
who know the XKing’s (or Queen’s)
English that a person sails ‘in’ and
never ‘on’ a ship—unless he happens
to be a barnacle or something like that.”



'VICTORY AT SEA'—The RN's Story

One-Volume History of Naval Operations Appears

N “VICTORY AT SEA”, Li.-Cdr. P..

K. Kemp, RN, the man who as both
Admiralty Archivist and head of the
Admiralty Historical Sections gives us
an officially approved single-volume
work on the sea war, 1939-45. It is, as
he admits in the preface, rather late in
the day for a one~-volume tour de force,
but, as he again admits in the preface,
there is room for a volume that relates
the sea war to the war as a whole, and
that shows how ocean problems affected
the dispositions and conduct of grand
strategy. Indeed, it is possible that
having at his disposal both the work
of other laborers in the naval vineyard
‘plus the stocks of officially matured
grapes he is in an excellent position to
dispense a good vintage wine,

It is important to remind readers,
however, that official though ILi. Cdr,
Kemp’s book may be, it is not intended
to cover in detail the material that
Captain Roskill dpes in his “War at Sea”
—the official history now appearing in
three volumes. Sailors who want de-
tailed treatment of various actions will
still need to turn to that magnificently
conceived and executed larger work,

What Lt.-Cdr. Kemp does is to briefly
describe naval activity and relate it to
the great struggle as a whole. In other
words he tells the story of the war with
significant pauses for sirategic explana-

—tion—This—will—surely—appeal to—those
who have asked the question (and who
has not): “Why in the name of Heaven
did we do that?” He does not provide
all of the answers but he does explain
a great deal,

He explains, for instance, that it was
not just the sloth of politicians that
allowed the fleet to decline in the inter-
war period, and that in a democracy
people as a whole must want and be
prepared to pay for military security—
a judgment that has implications in
1958. He exonerates Chamberlain and
Munich by referring to the fact that the
Chiefs of Staffs flashed a red light in
1938. He makes the further point that
the state of naval preparedness was not
disastrously low in 1939 when the war
began. The Royal Navy was reasonably
ready.

Undoubtedly, however, there were not
sufficient ships to enable the Navy to
act offensively in a number of theatres
at ‘'once and this fact allied with a tim-
orous decision by the framers of grand
strategy to act defensively in any theatre

caused early chances to be missed, In-
stead of frightening ihe Italians away
from Germany, says the author, an at-
tempt was made io coax her away in
friendly fashion—a policy that cost the
Navy dearly in the years to come,
Norway was another case in point,
Unable to come to a decision whether
the iron-ore shipments to Germany
should be dealt with by the temporary
expedient of mining enemy waters, or
by the determined occupation of the
Narvik area with an expeditionary
force, the planners hesilated until too
late, Respect for Norwegian feelings

BOOKS for the
SAILOR

had something to do with this, but the
Germans had no such scruples and the
result was that the Norwegian operation
took the form of insufficient reaction to
strong planned German action, the Navy
played the role of evacuation force
nobly, and the Naval ring surrounding
Germany was no longer tight,

The waiting policy allowed the
Germans initiative in France as well,
and once again the Navy performed its
task of evacuation well, but as the last

the Navy’s ability to transfer ships with
their precious cargoes from Bedford
Basin to dockside on the Mersey and
the Clyde that British strength to resist
ultimately depended. The Germans
were aware of this fact as well, and for
three long years the grim Atlantic
struggle went, U-boats grew in
numbers, their {actlics improved and the
allied merchant losses went painfully
up. A total of 195,000 tons of sunk
shipping in June 1940 changed to 627,000
in March 1943—the turn of the tide,
One shrinks from a cold-blooded re-
cording of figures that mean so much
in individual terms, Yet, for all that,
the economic life Jine held, and finally
by the autumn of 1943 the Baitle was
won as shipping losses decreased and
U-boat kills increased rapidly.
Commander Kemp shows how cour-
age, experience, improved scientific aids,
and aircraft finally defeated the U-boat.
He also acknowledge the fact that the
Royal Canadian Navy had a share in the
victory, speaking of a ‘“close and
harmonious” partnership between the
two navies. His ideas of Canada- are
slightly hazy, however, since on the
very next page he speaks of an escort
sailing from “St. John’s, Nova Scotia”.
There are rumours from the Royal Navy
of a projected reorganization of the
Hydrographer’s Department. One hopes
that this does not mean the end of the

rescuing craft left France it left a
French coast in German hands and the
Fuhrer looked unimpeded onto the
broad swell of the Atlantic. Italy’s
entering the war threatened the Medi-
terranean so that Middle East shipping
had to go by Cape Town—a further
strain on shipping at a time when in-
vasion threatened the British Isles them-
selves. On top of all of this the U-boats
were beginning to achieve really sig-
nificant successes in the North Atlantic.

The bulk of Lit.-Cdr. Kemp’s book
deals with the period from this grim
moment in 1940 until the time in mid-
1943 when the Royal Navy went over
once again successfully to the offensive.
It would be impossible to follow the
author as he moves about the whole
world discussing ocean events, and
hence we confine ourselves to a short
mention of the Batile of the Atlantic.

The most important Naval action if
not the most important of the war took
place on the waters that wash Nova
Scotia on the one side and the United
Kingdom on the other. For it was on

Tise of charts!

The author gives full credit o aircraft
for the part they played in defeating
the U-boats. He is not so charitable to
the senior officers of the Royal Air
Force. When Coastal Command came
under the operational control of the
Admiralty he talks of the “pressure from
the Air Staff” behind the decision to use
the aircraft “offensively” in hunting tac-
tics rather than in convoy shadowing.
Since this was, at the time, the general
approach used by the Navy in the dis-
position of its surface craft one wonders
why the “Air Staff” is dragged in—to be
finally knocked on the head with “And,
moreover, in the irue exercise of air
power, who were the Admiralty to
challenge the opinions of the Chiefs of
this new and rapidly growing Service?”
Readers who have become convinced of
the need for closer co~operation between
the Services will read such passages
with misgivings.

The end of the severe U-boat pressure
in the Atlantic saw corresponding im-
provements in other theatres and the

Page twenty-three



supply stream so desperately guarded
finally disgorged in Torch, Anvil, and
Overlord and a proved navy displayed
the inshore technique learned in evacu-
ation in the more congenial task of as-
sault on European beaches. We all
know the result.

Canadians will still need to consult
Joseph Schull to follow their own ships
in action and exact students will still
need to consult Captain Roskill, but
Commander Kemp has given us a
tightly-packed wide coverage of the
ocean war. His is a competent book that
deserves to be read by all those who
want to know where the Navy was in
the hour of need.—D. M. Schurman.

VICTORY AT SEA, by Lt.-Cdr. P. K. Kemp,
R.N., S. J. Reginald Saunders & Company
Limited, Toronto, Ontario; pp. 365; $6.50.

REVISED LIST OF
SHIP MODELS

The National Maritime Museum in
London, England, has issued a supple-
ment to its “Catalogue of Ship Models”
by R. C. Anderson, Lit.D,

Dr. Anderson, a trustee of the Na-
tional Maritime Museum since its
foundation, produced a catalogue of
ship models which was first published
by Her Majesty’s Stationery Offlce in
1952, according to the Admiralty News
Summary.

This catalogue lists and describes
some 700 ship- models, including Dr.
Anderson’s own extensive collection,
presented by him to the Museum. The
original catalogue costs 5s 0d. and the
supplement, which can be obtained
separately, but will in future be sold
with it, costs 6d. The supplement gives
particulars of 73 models, acquired since
1952, and ranging in date from the
middle of the 17th century to the pres-
ent day. Of the 73, 47 date from the
last century, when many important
changes in the development of ships
occurred. -

Thirty-two of the models described
are merchant ships, mostly of the last
century. The Museum collection spe-
cializes in contemporary
models, but contains a few modern re-
constructions. While neither the cata-
logue nor its supplement is illustrated,
a companion volume, entitled “Picture
Book of Ships Models”, price 2s, 0d,
illustrates a selection of the models de-
scribed in the catalogue.
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HAMMOCK NEARING
END OF DAYS IN RN

HE GREATEST (and almost the

last) stronghold of the hammock
has been breached. The Royal Navy,
which has slung hammocks since 1597,
is in process of discarding them in
all warships.

The changeover is similar to the one
which began in the Royal Canadian
Navy about eight years ago when HMCS
Sioux underwent a major refit. Since
then all new .construction and all mod-
ernized ships in the RCN have been
fitted with bunks and with other fur-
nishings and facilities designed to make
life at sea more liveable.

The Royal Navy’s action is in ac-
cordance with a policy announced by
the Admiralty last -year, intended to
improve the working and living con-
ditions of officers and men afloat. All
the new improvements in habitability
will be incorporated in new design ships
and, as far as practicable, existing ships
will be modified.

The improvements will include “cen-
tralized’”’ messing, which will remove
food preparation and washing up from
the mess decks; more space for com-
munal mess life; book shelves, lockers
and suitcase stowage; plug-ins for elec-
tric razors in ships with alternating
current; provision of electric irons and
ironing boards, and so on. A certain
portion of the lower bunks will be made
so they can be turned into settees dur-
ing the day, and chairs and small tables
will be provided.

Considerable attention is also being
given to improving the appearance of
lower deck messes and officers’ quar-
ters. Surroundings are to be made as
homelike and easy to keep clean as pos-
sible. Electric fireplaces are to be fit-
ted in senior men’s messes where space
permits and carpets have been approved
for chief petty officers’ messes.

It is not considered practicable to
air-condition all spaces in existing war-
ships or those already under construc-
tion. However, improved ventilation
will be provided and air-conditioning
will be provided in future construction.

Just how thoroughly the Royal Navy
is going into the whole question of im-
proved habitability can be judged from
the announcement that trials have been
arranged for tobacco smoke filters for
use in air-conditioned spaces.









LOWER DECK PROMOTIONS

Following is a further list of promo-
{ions of lower deck personnel., The list
is arranged in alphabetical order; with
each new rating, branch and firade
group shown opposite the name,

ALLAN, Murray H, ........... P2EM2
ARNOLD, Allister R. .......... LSEM1
ASTLES, Kenneth H. ........... C2ER4
BAGGS, Bruce ...... S LSEMI1
BAINBRIDGE, Albert .......... C2ER4
BAKER, Stewart K. ............ P2EF3
BOHILL, Kenneth A, .......... LSEM1
BOND, Vernon J, . ........ .....LSTD1
BONNER, Leonard R, .... ....C2EM4
BOUGHTON, Benjamin E. ,.... P1AA2
BOYD, Elmer M. .............s LSSW1
BOYLE, Allan W. ............. P1EM4
BRIAND, Francis D. ..,,...... C2EM4
BRISCOE, John T, ............ LSEM1
BRISSEAU, Ernest L. .......... LSEM1
BRODIE, Norman W, .......... LSRT2
BURGESS, Arthur R. ......... P1EM4
CARR, Lowell H. ............. LSEG2
CARR, Robert F. ............. LSEM1
CHADWICK, Thomas G. ...... LSEM1
CHAPADOS, Charles G. .,....LSEM1
CHAPMAN, Thomas E. ........ LSCR2
CHRISTIE, Robert ............. C2Ql4
COWARD, Robert G. .......... P2EM?2
CRAMER, Cecil C. ............ Cl1ER4
CRANDALL, Frank L. ......... P1EM4
DAVIDGE, Clarence B. ........ LSEM1
DAVIES, Trevor E. ............ C2EM4
DAVIS, Gordon K. ............ P1RP3

—| ——- —Gold- Storage—
Improves Gas

While most of us, at least in the cold
weather areas of Canada, view freezing
temperatures with apprehension be-
cause of the danger of gas line freez-
ing, the U.S. Army Service Corps of
Engineers has found that aviation
gasoline stored in ice pits in the Arc-
iic not only improves in quality but
actually contains less moisture and
other impurities, according to the
Armed Forces Press Service of New
York,

A recent U.S. Army announcement
said, “The fuel, which evaporates
rapidly and takes on impurities under
normal climatic conditions, can be
stored indefinitely in pits under the ice
cap—scientists have determined that
the fuel not only retains all of its
properties but is even improved after
an extended storage period.

“The fuel contained less moisture as
a result of the low and constant tem-
peratures.”

The gasoline was stored in pits four
feet wide and five feet deep at several
points in the 1,200-foot tunnel the U.S.
Army has carved out of the ice in the
Canadian Arctic,

RETIREMENTS

CPO ROBERT QUENTIN RODGER, 39,
C2RT4, of Abbey, Sask., joined September 13,
1937; served in Naden, St. Laurent, Nootka,
Stadaconu, HMS Victory, Sauguenay, Niagara,
Quesnel, Cornwallis, HMS Arethusa, Algom-
quin, Fort Francis, Scotian, St. Boniface, New-
port Corners, Magnificent, Quebec; awarded
Long Service and Good Conduct Medal Sep-
{ember 13, 1952; retired December 20, 1957.

PO GEORGE WILLIAM FOSTER, 40,
P1EM4, of Winnipeg, joined January 5, 1937;
served in Naden, Fraser, Restigouche, Stad-
acona, Goderich, Cornwcallis, Hochelaga 1II,
Niobe, Gatineau, Avalon, Eastview, Pere-
grine Thetford Mines, Shelburne, Provider,
Scotian, Givenchy, Uganda, Rockliffe, Por-
tage, Ontario, Athabaskan, Micmac, awarded

the Canadian Forces Decoration January 1,

1949; mentioned in despatches October 18,
1940; retired January 1, 1958.

CPO EDWARD JACKSON, 40, CI1RI4, of
Birkenhead, England; served in RCNVR from
1935 to 1937, joined January 5, 1937, served
in Stadacona, HMS Victory, HMS Nelson,
Restigouche, Royal Naval Signal School, St.
Hyacinthe, Venture, Granby, Protector, Sault
Ste. Marie, Peregrine, Niobe, HMS Vindex,
HMS Ravager, Scotian, Bytown, Shearwater,
Magnificent Iroquois, La Hulloise, Albro Lake,
Nootka, Bytown; awarded Canadian Forces
Decoration January 5, 1949; retired January
4, 1958.

CPO PETER LOWE RIGG, 41, Cl10T4, of
Olds, Alberta; joined January 5, 1937; served
in Naden, Fraser, Restigouche, Stadacona,
Ottawy, Cornwallis, Niobe, Cayuga, Ontario,
Athabaskan, Ontario; awarded Long Service
and Good Conduct Medal January 5, 1952,
retired January 1, 1958,

CPO PAUL ALLEN WENTZELL, 41, C10T4,
of Indian Point, Lunenburg County, N,S,,
joined January 5, 1937; served in Stadacona,
Saguenay, Venture, Skeena, Niagara Corn-
wallis, Avalon, Algonquin, Huron, Scotiun,
Iroquois, Haida, Micmac, Nootka, Naden,
Donnacona; awarded Long Service and Good
Conduct Medal January 6, 1952, retired Jan-
uary 4, 1958.

DAVIS, Laurence B, ,,........ LSEM1
DENBY, Gordon B. .... ,..... LSEM1
DIAMOND, Ralph G, .......... LSEM1
DICKSON, James F, .......... LSRT3
DOUGHERTY, William H. ...... LSRT2
DUCKWORTH, William G. .,..LSEMI1
DUNCANSON, Frank T. ...... C2EM4
EDWARDS, John W, ..,....... C2ER4
ELLISON, John G. ........... LSEM1
ESPLEN, Robert J, ............ L.SNS2
FARRELL, Alvin E. .......... C2EM4
FARRELL, Bruce D. .......... LSEG3
FLANDERS, Clayton E. ..,..... C2ER4
FRANCE, Jack H. ............ LSEM1
FUMANO, Leo L., ............. LLSRA2
FYFE, Robert .,...........,... LSEM]1
GAGNON, Stanley A. .......... LSEF2
GILLEN, Samuel .,............ P1ER4
GLENN, Douglas B. ............ LLSRA2
GREENAWAY, Norman D. ....LSRA2
GRIGSBY, Ross F. ............ LSEM1
GRIMES, Larry K, ............ LSRA2
GUENTHER, Melvin L, ........ LSEF2
GUEST, James R. ............. P1ER4
HALE, Francis G, ............ LSEM1
HANCOCK, Charles ........... C2EM4
HARDWICK, Gerald A. ........ LSEM1
HEMPHILL, William D. ........ LSRT2
HICKS, Arthur J. ............. C2EM4
HODGSON, Rae C. ............ P2EG3
HOFFMAN, Percy J. ,......... LSEM1
HOPPS, Edward K. .... ...... C2ER4
HORNE, Allan R. .............. C2EM4
HUNT, John T. .............. LLSEM1
HUTCHINSON, Frederick C. ..LSEM1
INWOOD, Leonard D, .......... LSEM1
JAMIESON, George K. ........ P2EM2
JEANES, James G. ..........PIEM4
JOHNSON, Harvey D. ...,...... LSED2
JONES, Charles E. ............ LSEM1
JONES, Stanley H, ....,....... P2EM2
KNIGHT, Garnet L. ........... LSEM1
KOHARSKI, Nicholas .......... P2EM2
LALONDE, John J. ....,....... LSEM1
LAMONTAGE, Lucien J. ....... P1EM4
LAPALME, Laurent J. ........ LSEM1
LARCHE, Nelson D. ........... P1ER4
LEPAGE, Roland J. .......... C2EM4
LEWIS, Peter W. ............. LSEM1
LLOYD, Willam H, ............ C2GI14
LONGSON, Charles J ....,...... C2ER4
LYALL, James C. .........,.... LSEG2
MacDONALD, David C. ........ P2EM2
MacDONALD, Lawrence R, ... :LSEMI1
MacGIBBON, Duncan G. ...... LSEM1
MacKEAN, John A. .,.......... PIER4
MacLEOD, Harry B, ,......... P1EM4
McKEAG, Ronald G, .....,.... L.SEM1
McKELLAR, Allan M. .,.,.... LSEM1
McMECHAN, William P. ...... LSPW1
McQUILLEN, Michael J. ...... LSEM1
MAJOR, John E. .,.....,..... LSEM1
MARCHMENT, George R. .,.... C28W3
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