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PICTURE OF THE MONTH

The Kootenay not long ago occupied the
space on the opposite page as “Lady of the
Month”, This time honour is paid not to
the ship but to a dramatic photograph
taken of her as far from the sea as she is
Page ever likely to find herself.

The picture was taken on the night of

........ 2 July 9, 1959, after the Kootenay, Gatineau

and HMS Ulster had escorted HMY Brit-
annia to Port Arthur for the Royal Visit

........ 5 in that Lakehead city. The photographer

was Robert V. Bocking, of Giant Films,
Port Arthur, who chose a moment when
7 the harbour was unruffled by the slightest
ripple. The photo is reproduced here with
grateful acknowledgement to Mr. Bocking.

Negative numbers of RCN photographs
9 reproduced in The Crowsnest are included
with the caption for the benefit of persons
wishing to obtain prints of the photos.

11 This they may do by sending an order to
the Naval Secretary, Naval Headquarters,
Ottawa, attention Directorate of Naval
12 Photography, quoting the negative number

of the photograph, giving the size and finish
required, and enclosing a money order for
17 the full amount, payable to the Receiver
General of Canada.

Sizes, finish and the National Defence

20 standardized prices, follow:
4 x 5 (or smaller) glossy finish only .. § .10
612 x 8% glossy finish only ............ 40
24 8 x 10 glossy or matte finish .......... .50
11 x 14 matte finish only .............. 1.00
16 x 20 « “ i iiaiaciaia 3.00
"""" 25 20 x 24 ¢ ‘“ DN X111
30 x 40 ¢ “ e 8.00
........ 26 '
........ 27

SUBSCRIPTION RATE

ica, $1.50. Orders, accompanied
by chegue or money order made
to the Receiver General of Can-

ada, should be sent to:
THE QUEEN’S PRINTER,

on August 1. (HS-58429).

The Cover—At this precise moment, following the drumhead
service, Her Majesty Queen Elizabeth II entrusts her Colour to the
safekeeping of the Royal Canadian Navy. The Queen’s Colour
was presented at a ceremony on the Garrison Grounds in Halifax EDITOR,

Department of Public Printing
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McDiarmid, Tecumseh, W. J. Mock,
Star, B. O. Nixon, Discovery, C. H. Rolf,
Nonsuch, Peter Thomas, Malahat, T. C.
Turner, York, and R. G. Wilson, Star;
and Lieutenants F. H, W. Carter, Cabot,
A. M. Drover, Cabot, A. R. McCulloch,
Cataraqui, L. G. Pearce, Hunter, and G.
W. Vosper, Cataraqui.

RCN members of the Joint ABC
School staff responsible for the course
‘included Cdr. K. E. Grant, commandant;
Lieut. T, Tooms, course officer; CPO J.
Tizzard and PO A. W. Carroll.

Job Safety Is
Essay Subject

The promotion of on-the-job safety
is the goal of an essay contest announ-
ced in conjunction with the Joint
Services Accident Preveniion Program.
Prizes of $100, $50 and $25 will be
offered.

Contestants are asked to describe in
about 500 words what they consider to
be the main contributing factor to acci-
dents in their occupation and how to
avoid such accidents. It is hoped the
contest will stimulate thinking on the
subject of accident prevention far be-
yond the circle of those who actually

The contest is open to all servicemen
and servicewomen of the regular forces
up to and including the rank of chief
pelty officer or equivalent, and to all
civilian employees of the Department of
National Defence who do not hold offi-
cer status.

Entries will be judged on the basis
of originality, realistic approach and
composition, All submissions become
the property of the Crown and the
judges’ decision will be final.

Essays must be submitted before the
end of 1959 to:

Co-ordinator,

Joint Services Accident Prevention
Program,

Department of National Defence,

Ottawa, Ontario.

1939 Ceremony
Brought 10 Mind

Serving in the Atlantic Command are
38 officers and men who took part in
the ceremony of presentation by His
Majesty King George VI of the King’s
Colour at Victoria, in 1939.

They watched with special interest
the ceremony on the Garrison Grounds
in Halifax August 1, when Her Majesty
The Queen presented the RCN with her

Rear-Admiral Hugh F. Pullen, as a
lieutenant-commander, was in command
of the escort company in that ceremony
two decades ago, made the address in
reply to Her Majesly’s remarks at the
August ceremony.

Another officer also involved in Royal
Visit ceremonies who was present in
1939 is Cdr. Joseph M. Paul, officer-in-
charge of the Navy’s Gunnery School,
who was co-ordinator for the Armed
Forces of Royal Tour arrangements in
the Maritimes, He was, as a leading
seaman, the left guard in the Colour
party when the late King George VI
presented his Colour to the RCN.

The ceremony of 20 years ago marked
the first time the Sovereign had per-
sonally presented the Colour to any
naval force in a ceremony outside the
British Isles. '

Captain Frewer
Cornwallis CO

Captain Frederick Charsley Frewer,
formerly joint secretary and executive
assistant to the Chairman of the Cana-
dian Joint Staff (Washington), has been
appointed commanding officer of Corn-
wallis, effective August 17. He succeeds
Captain M. J. A. T. Jette, who has been
appointed to a staff course at the

enter essays. Colour. National Defence College, Kingston.
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Ships of the Atlantic command patrolled the western half of the route the aircraft bearing Her Majesty the Queen and His Royal Highness the

Prince Philip to Canoda in June.

A similar pairol guarded the route of the return flight August 2.
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ﬂ) romotion Mac[e IP ain[ess

Down with experts and machines!

NURROUNDED as we are by man-
5 agement methods experis, learned
psychologists, statisticians and machines
which fling neatly punched cards at us
al an alarming rate, it is difficult at
times to come to grips with reality and
make sensible decisions. Faced with:
“Why hire people when you can rent
machines?” or, “You’'ve deviated from
the norm, back into your distribution!”
the military leaders’ dilemma is acute.
Without doubt all naval officers have
had the experience of wakening in the
midst of ghaslly nightmares as they
were about to be punched, sorted and
tabulated.

Needless to say one hesitates to put
forward an idea that does not have a
sound background of psychological
principles and statistics (affixed in Ap-
pendices A-X inclusive) and I am no
exception. For some half-dozen years
however I have witnessed the uneven
struggle between man and the machine-
and-expert in one particular field, that
of promotion. One understands from
the literature on the subject that mil-
lions of dollars are spent yearly trying
to eliminate the element of human
judgment from personnel assessments,
machines are struggling to take over,
experts are waving Gaussian curves
and of course the whole thing seems to
escape everyone. My proposal is there-
fore put forward at this time because
the problem has not been solved and
because some attempt must be made
to stop this miserable waste of funds
and reduce the nervous breakdowns
of machines and experts.

This proposal meets the requirement
for a sound background of psychologi-
cal principle, only one principle is in-
volved: man is happier to win by
chance than by competition. Let me
elaborate on this a little.

We are familiar with the raffle, the
bingo, the sweep. We are all happy
to participate and when there is a win-
ner, we all know that he was “lucky”.
He in no way controlled the circum-
stances. It was the luck of the draw.
This lucky fellow buys drinks all
around, he is slapped on the back by
neighbours and friends and in general
there is a feeling of well-being. True,
each person would have been happy to
hold the winning ticket but “better luck
next time, old chap!” :

Now change this situation by adding
that fine democratic principle of “com-

petition” which causes man to progress
according to his “ability”, which per-
mits him to show his superiority over
his fellow men. The whole complexion
of the problem changes. Competition
causes anxiety, hostility and unhappi-
ness. One need only be present for
the promulgation of the half - yearly
roster of promotions to realize the ad-
verse effect of competition on men, Is
there a general feeling of well-being?
Is there back slapping and congratu-
lations? Did the best man win? Cer-
tainly not. The winner obviously pulled
strings: “I've worked with him and I
certainly know that he isn’t superior
to me.” Each man returns shame-faced
to his wife and confesses that he did

not win. Bitterness, hostility, marital
problems and psychological problems in
the children result. The Navy must
hire a band of social workers, psychi-
atrists and psychologists to say nothing
of padres to heal these ghastly wounds.
The ulcer rate mounts, juvenile delin-
quency increases and migraine head-
aches are the order of the day.

Of course, at the headquarters level,
we know that things are fine because
we have just, with the assistance of a
psychologist and statistician, applied a
Gaussian curve to the men of the Fleet!

I submit ‘that we trained seagoing
officers, capable only of winning the
Battle of the Atlantic (in spite of sta-
tistics which proved our relative in-
feriority), must take a .firm stand in
this matter of promotion, fling out the
experts and apply some good old-fash-
ioned judgment to this problem.’

Let’s have a ball!

I submit that we must pack assess-
ment guide and forms and Gaussian
curves, I propose that we eliminate
competition from promotion and con-
sequently anxiety, hostility and bitter-
ness from the lives of our men. I
propose that, half-yearly, instead of
promulgating a roster, we have a ball.

One day, every six months, will be
set aside for the “Promotion Draw” and
all men who have completed the mini-
mum requirements for promotion, their
wives and children would participate.
Early in the afternoon the festivities
would start with games, sack and three-
legged races, game - of - chance booths
(knocking down the milk bottles with
baseballs), rides of every sort and so
on. All this would be free with prizes
for everyone. When the kiddies tire and
have been filled with hotdogs, pop and
candy, pre-hired baby-sitters take over.
Mother and father then don their finest
evening clothes and depart in the car
which awaits for the ball.

What a balll Duke Ellington and his
band, guest stars Danny Kaye, Marilyn
Monroe, Elvis Presley and Ella Fitz-
gerald! Dancing, entertainment and
free beer would go on until midnight.
At the stroke of twelve the great roll
of drums would caution every one to
silence and as the hush settled over the
ballroom, the black velvet stage cur-
tains would be drawn back, revealing
four large rotating rum casks. The
casks would be labelled Pelty Officer
2nd Class and 1st Class, Chief Petty
Officer 2nd Class and 1st Class and con-
tain the names of all those Leading
Seamen, P2s, Pls, and C2s who had
completed the minimum requirements
for promotion and were thus eligible
to enter the cask.

With Danny Kaye acting as master
of ceremonies, the casks would be ro-
tated and up would step that lovely
lady, Marilyn Monroe, who would reach
into the casks and withdraw the slips
on which would be printed the names
of the lucky winners. This would con-
tinue wuntil complement requirements
had been met.

The result? Everyone is happy. Pro-
motions have been handed out in a fair
and square way, no favourites, all had
an equal chance. Friends are still
friends. There is back slapping and
congratulations and buying of drinks.
So that those who do ‘not win will not
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HOW INERTIAL NAVIGATION WORKS

OW DID the Nautilus and the
Skate find their way to the North
Pole and out to the open sea again last
year? Steaming under the Arctic ice
pack, the nuclear submarines were
denied the usual star or sun sights; they
were without accurate knowledge of
ocean currents or depths; there were
no radio beacons to aid them, and they
were navigating in a part of the world
where magnetic and even gyro com-
passes are notoriously unreliable.
Everyone who has sailed through
Bast Coast fog banks in the days before
radar and loran became general is
familiar with the problems which had
to be solved before the undersea Arctic
journey could be undertaken with con-
fidence. The ship, even in those primi-
tive days of 17 or 18 years ago, had the
advantage of being able to obtain, with
luck, a WT fix and of charts liberally
dotted with soundings.

Dead reckoning was the navigational
method used to determine the ship’s
position in fog or other murky condi-
tions. A careful record was kept of the
ship’s speed and changes in course, al-
lowance was made for wind drift and
the chart was consulted for any currents
which might affect the ship’s speed or
direction over the ground. The pilot
then entered a DR position on the chart
—and the captain was likely to order
the OOW to reduce to convoy speed and
keep an eye on the nearest freighter’s
fog buoy. ]

The Nautilus and Skate did not rely
on these old-fashioned methods. In-
stead they used “inertial navigation”,
by which the dead reckoning was done
mechanically. They found their way
through uncharted depths by applying
the old principle that any object, once
set in motion, tends to resist outside in-
terference with its speed or direction.

A simplified explanation of “inertial
guidance” and “inertial navigation” ap-
peared in the week-end magazine sec-
tion of the June 6 Navy Times, pub-
lished in Washington, D.C. Here is how
the Navy Times explains it:

OW WOULD YOU like to put into
I I your automobile a system of in-
ertial navigation?

It’s easy. Just fill a bucket about
half full of water and set it on the floor.
It will faithfully react to your every
change of speed and course. If you
change too fast, the fact will be re-
corded in half a bucketful of water on
the floor; but that would make a log
entry, of sorts.

As you start o build up speed, the
water will pile up in the back of the
bucket. It is as though the water wants
io stay where it is and the car tends to
run out from under it.

The name inertia is given to the force
that makes the water want to stay as it
is. The {faster your car speed builds
up, the higher that inertia-force will
make the water rise in the back of the
bucket,

When you quit building up speed, and
level off at a cruising speed, the water
levels off in the bucket. Now, if you
cut your speed, the water iries to keep
on going at the old faster speed. It

piles up in front of your bucket.

Turn right, and the water wants to
keep going in the old direction. It shows
this tendency by piling up on the left-
hand side of the bucket.

If you kept a time record of these
changes in water level at different
points on the sides of the bucket, and
could measure them accurately, you
would have a log of every change in
direction and speed. From it you could
dead-reckon your position at any time.

Any weight in your car that is at
all free to move—you, for instance—
could be used to write the same record.
Suppose, for example, that there was
an electrical contact in the seat springs
to measure precisely how hard your
body pressed against it.

An instrument that uses the be-
haviour of a weight in this way to
measure changes in speed of a vehicle
is called an accelerometer. It doesn’t
measure speed, mind you, but accelera~
tion and deceleration—how fast the
speed is building up or cutting down.
But acceleration and speed are close
cousing, and any reasonably bright com-~
puting machine can convert speed
changes into distance travelled. The

mathematical process is called integra-
tion. :

If inertial navigation is so simple,
why was il so long in coming?

While the theory of it is simple, the
mechanics is exceedingly difficult, The
process depends on delicate and accu~
rate measuring. And gravity (force that
aclts on a weight just as inertia does)
complicates the job.

Suppose, for example, that the weight
in your accelerometer is a pendulum,
It hangs from the roof of your car. It
lags, or appears to swing back, to record
a build up of speed forward. But start
down a steep hill and the thing goes
haywire. Even though you were build-
ing speed forward, gravity would pull
the pendulum forward to record falsely,
a slow-down in your log.

To keep gravity from fooling our
home-made accelerometer on every
grade, we would hang our pendulum
from a board that was mounted with
gimbals so that it would swivel freely
and always hold level. However the
accelerometer is designed — and there
are probably many kinds differing in
detail but not in principle—it must be
mounted on a free-swivelling platform.
The engineers make these platforms
marvelously stable by means of gyro-
scopes.

A gyro, once it is spinning, puts up a
fight to stay as-is. Try to push one out
of line and you can feel it resist. Three
gyros on a free-swivelling platform will
keep it steady in all three dimensions.

Once you have platform, accelerome-
ter, clock and computer all working
properly, the assemblage give you your
dead-reckoned position up to the
moment on the moment. You don’t de-
pend on stars, radio signals or any
other outside thing.

You can even leave the navigation
officer at home. For from this mechan-
ical dead-reckoning it is only a step
to a device which will, if the vehicle
gets off course, turn it back on course.
This may bring the day when a long-
range missile will correct as it goes
along, like a sort of self-aiming bullet.

And there is no way that an enemy
could jam or fool the mechanism with
false signals. It is not open to outside

influence.
While the progress made toward
inertial navigation is shrouded in

secrecy, we know there has been a lot
of that progress. It has found the way
for submarines under the ice to the
North Pole and out again.—Navy Times.
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LESSONS FROM THE ANDREA DORIA

VERY seafaring man of our gen-
E eration must have been shocked
and puzzled in July 1956 as he tried to
fathom from the various news sources
how it was possible for the new luxury
liner Andrea Doriac and the equally
modern Stockholm to collide in the
greatest sea {ragedy of post-war years,

Now for the first time the details of
this collision are available in book form
in Alvin Moscow’s 320-page book,
“Collision Course” (Putnam, N.Y.).

Mr. Moscow has done a very credit-
able job of reconstructing the events of
that unhappy night of July 25, 1956, in
the calm, foggy waters, south of Nan-
tucket. A veteran of the USN and a
top-flight waterfront reporter for Asso-
ciated Press, the author atlended every
session of the four months of hearings
investigating the accident, which pro-
duced 6,000 pages of testimony.

Whatl he extracts from this ocean of
words makes excellent reading for sea-
men and landsmen alike. And it will
stir in most seafarers a fresh realization
of the risk and responsibilities of their
profession, and, perhaps, a silent ad-
mission that there, but for the grace of
God, might stand each of us.

Mr. Moscow shrewdly avoids naming
any culprits in his story of those un-
fortunate seamen whose actions cost 55
lives and nearly $40 millions in the
loss of one liner and damage to another.

Certainly he leaves very little to
criticize about the watch-keeping habits
of the Swedish third officer, Carstens,
who was alone on the Stockholm’s
bridge with a helmsman when the col-
lision occurred. The Swedish liner, out-
ward bound from New York that hot
July evening, had been doing 18 knots
under a hazy moon. About 11 o’clock,
after several visits to the radio direc-
tion finder in the chart-room and re-
peated checks on the steering compass,
Carstens noticed a radar blip of the
Andrea Doria almost dead ahead at
twelve miles, He plotted this and two
more fixes as the ships approached each
other at more than 40 knots; once at 089
degrees ten miles, and again at 087
degrees six miles.

Carstens’ plot told him the two ships
would pass rather close, but this was
not uncommon in shipping lanes. He
was not in fog. And he had been
trained to take no avoiding action until
he could see the other ship’s range
lights. So he kept a careful lookout
and did nothing., He finally saw the

Italian liner’s lights where he expected
them, and noted the radar range was
1:8 or 19 miles. Just then the tele~
phone from the masthead lookout rang,
to report the same lights. Carstens, to
answer the phone, had to face aft. And
during those fateful seconds Andrea
Doria appears to have swung {owards
him to cross his bows. When he next
looked ahead, collision was inevitable.

BOOKS for the
SAILOR

Unlike the Swedish vessel’s lonely
bridge, the Amndrea Doria’s spacious
bridge had been well populated with
officers, for the liner had been racing
through fog for hours. Captain Calumai
himself had been there, as was his
habit, ever since the fog came down
hours before. His staff captain was
there, and there were two watch-keep-
ing officers. The modern Raytheon
radar scope showed three ships within
20 miles.

The Italian officers were not in the
habit of plotting radar contacts, al-
though a manceuvring board was avail-
able in the chartroom drawer. They
depended on a “rule of thumb”: if the
bearing of ships ahead did not remain
steady, they would pass clear. The fal-
lacy of this “rule” became sadly appar-
ent during the hearings when the cap-
tain plotted for a silent courtroom his
three radar contacts of the approaching
Swedish liner: four degrees to star-
board at seventeen miles, 15 degrees to
starboard at five miles, and 22} degrees
to starboard at 1-1 miles. Although the
bearings were changing, these plotted
blips pointed like a threatening spear at
the Andrea Doria,

It is easy to be wise after such an
event. Countless seamen have made
worse mistakes and escaped. But marine
inquiries, when they happen, drag out
unhappy skeletons from the best ship’s
cupboards. And the Andrea Doria was
no exception.

Like many a seafaring veteran, Cap-
tain Calumai had begun—and finished—
his training many years before such
things as radar.

“Do you know how to use this kind
of plotting sheet?” he was asked by
the Swedish Line’s attorney.

“l am not very familiar because this
is one work I let the officers do,”
answered the Captain,

When he had managed to plot the
bearings, the captain was asked if it
did not suggest a collision course, After
a long silence he said in a low voice,
“I can see it now from the manceuvring
board.”

There were more painful questions
and negative answers. Did he know
his full turning circle Stopping dis-
tance? What fluid ballast was required
to maintain his ship’s stability after
a long voyage? Why did he permit the
pumping out of fuel tanks beneath the
damage, since this could only aggravate
the unstable condition of his danger-
ously top-heavy ship? Did he not agree‘
that the right action would have been
to flood every available deep space to
correct the list?

The recorded evidence of the hear-
ings makes it painfully clear that the
finest product of Italian shipbuilding
had been entrusted to seamen who had
not adequatelly mastered the techni-
calities of their changing profession. It
also paints a tragic picture of an hon-
oured, senior officer who had been mis-
led and trapped by the doctrine of
delegating duties to his juniors to a
dangerous degree.

“I loved these—now I hate it,” says
the principal victim of the inquiry when
the ordeal ends.

Mr. Moscow suggests in his closing
chapter that another International Con-~
ference is badly needed to clarify safety
measures.

He suggests that there may be a case
for cancelling the 1890 speed restriction
in fog for ships fitted with radar, ob-
serving that commercial liners have
ignored Rule Sixteen for years. If
cancelled, he suggesls a passing distance
of at least five miles in fog. Lifeboats
and drills need more attention, as do
the needs for better stability and com-
partmentation, he says.

Landsmen should find “Collision
Course” almost as dramatic as the saga
of the Titanic, But seamen should read
into it sobering personal scrutiny of
their own habits and characters, and a
chilling reminder of the hidden menace
of the sea, even on a pleasant summer
evenings when the moon shines palely
upon their gently swaying decks.—

K.EG.
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LOCHERER, John P. .......... P2BD3

LOW, Robert M. .............. LSCV1
MacKENZIE, James D. ........ LSRP1
MacLEAN, Kenneth O. ........ P1OM4
MacLEAN, Ronald W. .......... P2CS3
MacLEOD, Ivor E. ............ LSCK2
MacPHEE, James R. .......... P2LLA2
MACKIE, Harvey W. ......... P20M3
MAIRS, Robert B. ............ LSSW2
MANAK, Miles J. ............. P2PW2
MANSON, Robert B. .......... LSCR1
MARKLE, Allan E. ........... LSARI1
MARTIN, Denis J. ............ P2CR2
MARTIN, Joseph B. .......... LSVS2
MARTIN, Robert ............. LSCR1
MARTIN, William R. .......... LSAF2
MASKELL, Harry H. .......... LSTD2
MASON, Howard ............. PINS3
McCLANAGHAN, Burton ¥. ..LSQM1
McCLUNG, William R. ........ LSAR1
McCONAGHY, Lester M. ...... LSEM1
McGARTY, Albert J. ......... LSCR1
McKAY, James ............... LSTD1
McLEAN, Donald C. .......... LSAF1
McNEE, Wallace K. ........... LSNS2
McNULTY, John R. .......... LSMA1
MEIKLE, Robert J. ............ LSCS2
MELDRUM, David J. ......... LSAR2
MELVILLE, Robert M. ........ LSAR2
MERRETT, Bertie C. ......... LSCK2
MILLER, Benjamin ............ C2VS3
MITCHELL, Arthur K. ........ C2WR4
MORRAN, Edward A. ......... LSTD2
MOSHER, Albert C. ........... LSNS2
MOWAT, Roger W. ........... LSTD1
MURPHY, Harold J: .......... LSMAZ2
MURRAY, William T. ........ P1LA3
MUZZERALL, Joseph L. ...... LSQM1
NICHOLSON, Douglas C. ...... P2RA3
OQAKE, Frank ..........c0000. LSCK2
ORMAN, Lloyd E. ............ P2VS2
O’SULLIVAN, Elizabeth A, ....WLSS2
PALMER, Robert E. .......... P1TM3
PARADIS, Maurice J. ........ LSCK2
PARK, John W. .............. LSCS2
PARKER, James W. .......... LSLR1
PATTENDEN, Gerard P. ...... LSEF2
PATTENDEN, John P. ......... P1EF4
PATTIMORE, David M. ....... LSAP2
PENTECOST, Brian R. ........ LSMA1
PERKINS, Walter ............. LSBD2
PETERSEN, Carl J. ........... C1ST4
PICHETTE, Georges J. ........ LSCR1
PIERCY, Albert R. ............ LSCV1
POWELL, Albert E. .......... P2RT3
PRATT, Robert A. ............ LSNS1
PROULX, Richard ............ LSAF1
PURCELL, James J. .......... LSCK1
RANSETH, John O. ........... LSAF1
REAGE, Allan R. ............. P1PC4
REED, Norman W. ............ P2RT3
REGISTER, Garneth G. ........ LSVS2
RENT, Frederick C. ........... LSAR1
REYNOLDS, Edward S. ....... P1VS3
RICHARDSON, Henry A. ...... P1RT4
RIVET, Michael A. ............ LSED2
ROACH, Clarence C. .......... LSNS1
ROBINSON, Sidney M. ........ LSLR1
ROCHETTE, Joseph M. ........ LSNS1
ROISUM, Frederick E. ........ LSAP2
ROY, Felix J. ..ocvvviiniennn, LSQR1
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RYAN, Arthur C. ............ LSAW1
SALSMAN, Raymond A. ...... LSLR1
SARGEANT, John F. .......... LSTD1
SAULNIER, Herbert J. ........ LSAF2
SAUNDERS, David E, ........ C2AW3
SAWATSKY, Duane E. ........ LSAP2
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SCHULTZ, Elvin A, ........... LSSE1
SCOTT, Morley A. ........... P1AW3
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SHEPPARD, Rodger M. ........ LSBA2
SHERWOOD, Graham H. ...... P1AW3
SILCOX, Sanford J. ........... LSNS2
SIMPSON, Frederick L. ...... LSAP2
SMART, Peter A. ............. P2EF3
SMILEY, Lorne D, ............ LSCV1
SMITH, Byron J. ............. LSARI1
SMITH, Donald ............... LSAP2
SMITH, Donald B. ............ P1EG4
SMITH, John D. .............. LSCR1
SOUCY, Clarence J. .......... LSAMI1
STOBIE, James C. ............ LSPW1
STEVENS, Ronald M. ......... P2MA3
SUTHERLAND, Clarence W. ....P1EF4
SUTHERLAND, Russell V. ....LSOM2
SUTTON, Willilam H. ......... LSAP2
TAPPER, Roger A. ............ P1ER4
TAYLOR, Claude B. .......... LSQR1
THOMPSON, Earl H. .......... LSRP1
TOBIN, Bruce T. ............ C2AW3
TOMPKINS, Donald S. ........ LSLR1
TRELEAVEN, Fred T. ........ P1VS3

TROTTER, Thomas J. ......... P2EF3
TUCKEY, Harry R. ...... e LSAF1
TURCOTTE, Bruno J. ........ P2CR2
TUSTIN, Ralph H. ............ LSAF1
VALLILLEE, Joseph R. ....... P2PW2
VANDAHL, Earl F. ............ C2AT4
VAUTHRIN, Ronald F. ........ LSAP2
VIGNEAULT, Gaston J. ...... LSSW1
VINCENT, Peter L. ............ P2sw2
VOSPER, John D. ............. P2SW3
WALKER, Gilbert S. .......... LSCS2
WALSH, Gordon J. ........... P1AW3
WARMINGON, David J. ...... LSCS2
WARWICK, Donald E. ........ LSCK2
WATERS, Robert A, .......... LSMA2
WATT, Brian M. .............. LSNS1
WATT, John A. .............. LSNS2
WEST, Herbert F, ............. P2VS3
WHEELER, Edward A. ........ LSSW2
WIEDEMAN, David E. ........ LSPW1
WILLIAMS, Douglas E. ........ PINS3
WILLIAMS, Douglas R. ........ LSCS2
WILSON, Carl F. ............. P1EG4
WINDSOR, Richard ........... LSNS2
WOODSFORD, Alfred M. ...... LSCK2
WORTHINGTON, Thomas M. ..C1ST4
WOYNAR, Clarence D. ........ P2Sw2
YOUNG, John M. ............. LSCV1
YUILL, Kenneth S. ........... LSAP2
ZINGER, Wilfred G. .......... LSCS2

RETIREMENTS

CPO DOUGLAS ROY CLARKE, 42, CIGI4,
of Hastings, Sussex, England, joined January
5, 1935; served in Stadacona, Saguenay, HM
Ships Excellent, Victory II, Boadicia and
Pembroke II, Crusader, Ottawa, Skeena,
Niagra, Cornwallis, St. Clair, York, Peregrine,
Niobe, HMS Campania, Hunter, Magnificent;
awarded Long Service and Good Conduct
Medal January 5, 1950; retired July 10, 1959.

CPO FREDERICK W. EAGLE, 44, CIER4,
of Rosthern, Sask. joined July 14, 1938;
served in Naden, York, Ottawa, Niagara,
Avalon II, Stadacona, RNO York, Micmac,
CN 278, Warrior, Ontario, Sault Ste. Marie,
Ste. Therese, Porte Quebec; awarded Cana-
dian Forces Decoration February 5, 1951;
retired July 13, 1959. :

CPO ARTHUR JAMES GARDNER, 38,
CIET4, of Selkirk, Manitoba, joined April 24,
1939; served in Naden, Stadacona, Skeena,
Hochelaga, Red Deer, Nootka, Magnificent,
Montcalm, Assinibone; awarded Long Service
and Good Conduct Medal October 19, 1953;
retired July 10, 1959.

CPO ALBERT JONES, 37, CIRT4 of Stellar-
ton, N.S., joined June 8, 1938; served in
Ottawa, Stadacona, Regina, Red Deer, Skeena,
Cornwallis, St. Laurent, Huntsville, Micmac,
Sioux; awarded Canadian Forces Decoration
June 8, 1950; retired November 20, 1958.

CPO LOUIS M. MELANSON, 40, C2EM4,
of Weymouth, N.S., joined July 31, 1939,
served in Stadacona, Saguenay, Fort William,
Brandon, Awalon, Hochelaga 1II, Magog,
Chaleur II, Peregrine, Waskesiu, Cornwallis,
Portage, Scotian, Llewellyn, Diving Tender
No. 4, Micmac, Haida, Iroquots, St. Stephen,
La Hulloise, Donnacona, Naden, Crescent;
awarded Long Service and Good Conduct
Medal August 1, 1954; retired July 31, 1959,

CPO BERNARD WALTER RAWLE, 39,
CIEMS3, of London, England, joined July
31, 1939; served in Stadacona, Gaspé, SS
Pasteur, Captor II, Murray Stewart, Venture,
Cobalt, Harnilton, Hochelage, St. Boniface,
Peregrine, Strathroy, Cornwallis, Huron,
Scotlan, Iroquols, Portage, New Liskeard,
Haida, Naden, Crescent, Bytown, Bonaven-
ture; awarded Long Service and Good Con-
duct Medal July 31, 1954; retired July 30,
1959.

CPO WILLIAM CHARLES WHEELER, 39,
C2EM 4, of Bridgetown, N.S., joined July 31,
1939; served in Stadacona; Gaspé, Cornwallis,
Minas, Avalon, St. Laurent, Peregrine, Sault
Ste. Maria, Iroquois, Huron, Qu’Appelle,
Haida, Nootka, La Hulloise, Prestonian, Mic-
mac, Quinte; awarded I.ong Service and
Good Conduct Medal July 31, 1954; retired
July 30, 1959,
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CO I ne I BEFORE 1900 THE BRITiSH ADMIRALTY ENCOURABED PRIVATE SHIPVARDS

To BUILD WARSHIPS FOR FOREIGK POWERS. THIS KEPT THEIR'HANDS IN'DURING
SLACK BUILDING PERIODS AND WAS BENEFICIAL TO BOTH. SOME OF THESE
SHIPS WERE EVEN BUILT WITHOUT A BONA-FIDE ORDER AND WERE PUT 1P
FOR SALE. HOWEVER, FROM TIME TO TIME THE ADMIRALYY WAS FORCED TO
STEP IN AND SEIZE SUCH VESSELS T06 AVERT POLITICAL CRISES ORTo PREVENT
THE SHIPS FALLING INTO THE HANDS OF A POTENTIAL ENEMY FEW OF
T THESE SHIPS,WHEN COMMISSIONED INTO THE ROYAL NAVY, PROVED To BE
SUCCESSFUL, NOT HAVING BEEN BUILT To ADMIRALTY SPéuncATlous

'ﬂ'\EV WERE D|FF\CULT To ASSIMILATE INTO THE FLEET AND WERE
‘BAD BARGAINS.
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H.M BAT TLESHIPS ‘" TRIUMPH AND swm‘suas
11,800 TONS (eemw) WERE BUILT |N 1903
/—, FOR CHILE AS THE ‘CONSTITUCION 'AND
LIBERTAD. THE ADMIRALTY BOUGHT THEM
/ BEFORE DELIVERY TO PREVENT CHILE
SELLING THEM TO RUSSIA DURING THE
RUSSO-TAPANESE WAR . TAPAN WAS AN
ALLY OF GREAT BRUTAIN AT THAT TIME.
ARMED WITH FOUR 10-1NCH AND
_FOURTEEN 7.5-INCH GUNS
< THEY PRESENTED A SUPPLY
PROBLEM BEING THE ONLY
" GHIPS IN THE ROVAL NAVY
WITH 7.5-INCH GUNS,

IN1B63 THE \Rou-cuD RAM* ELTousoN WAS -
LAUNCHED AT BIRKENUEAD OSTENSIBLY FOR TURKEY BUT REALLY =2
FOR THE CONFEDERATE STATES IN THE U.S, CIVIL WAR, THE FOREIGN ~
OFFICE REMEMBERING THE ALABAMA INCIDENT® PLACED HER AND HER
SISTER ELNONASIR’ UNDER THE GUNS OF H.MS.MAJESTIC AND EVENTUALLY
ToOK THEM OVER AS THE COAST PEFENSE SHIPS H.M.5. SCORPION AND WIVERN.
& THIS INCIDENT COST THE BRITISH GOVERNMENT £3,000,000, THE

CONFEDERATE COMMERCE DESTROYER'ALABAMA' WAS OUTFITTED AT
BIRKENHEAD AND SLIPPED AWAY TO SINK A CONSIDERABLE TOMNAGE

OF U.S. SHIPPING BEFORE BEING CAUGHT AND SUNK BY THE
USS.KEARSARGE.

THESE SHIPS WERE A PROBLEM TO THE ROVAL NAVY
THROUGHOUT THEIR EX\STENCE,

Ao e R

DURING THE RUSSO-TURKISH WAR OF IB78,TO HELP AVOID BEING DRAWN INTO WAR

“THE BATTLESHIP 'SuPer®’ (Ex-
WITH RUSSIA;THE BRITISH GOVERNMENT To0K OVER TWO RAMS AND A BATTLESHIP

TURKISH '‘HAMDIEH') OF 9,710

BEING BUWLT IN ENGLAND FOR TURKEY. THEY WERE NOT DELIVERED BECAUSE OF BRITISH TONS ARMED WITH SIXTEEN [0~
NEUTRALITY OBLIGATIONS AND THE GOVERNMENT WAS OBLIGED TO PURCHASE THEM TO INCH GUNS WAS ALSD VERY
RECOMPENSE THE BUILDERS, THE RAMS RENAMED ‘BELLE 1SLE’ AND ‘ORION’ WERE DESIENED IN UNSTABLE AND A VERY PooR

CONSTANTINOPLE AND REQUIRED EXTENSIVE ALTERATIONS TO R.N. STANDARDS, OF 4870 TONS BARGAIN.

AND ARMED WITH FOUR {2 INCH GUNS |N A CENTRAL CIDATEL , THEY WERE EXTREMELY
UNSUCCESSFUL APDITIONS To THE FLEET.

T, \, THORNTOR







