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the ship’s messes.

The Cover—The simplest way to get a Christmas tree (as those
who have gone searching in the December hills well know) is to
buy it at one of the tree-laden corner lots. Canadian warships at
times find themselves far from such adjuncts of civilization. On
such occasions, a whaler, Yuletide enthusiasm and dubious axe-
manship can provide the essential greenery for the foremast and
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This they may do by sending an order to
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giving the size and finish required, and en-
closing a money order for the full amount,
payable to the Receiver General of Canada.

Sizes, finish and the new National Defence
standardized prices, follow: !
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6% x 8% glossy finish only .......c.... 40
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SUBSCRIPTION RATE
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Persons desirous of receiving
their own private copies by mail
should send their orders, accom-
panied by cheque or money or-
der made out to the Receiver
General of Canada, to:—
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75 St. Patrick Sireet,
Ottawa, Ont.

Authorized as Second Class Mail, Post Office Department, Ottawa.
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| How to

OMEONE asked me to write an ar-
S ticle' on “How to build a ship”, and
then showed his ignorance by saying
“from the time she is a Staff require-
ment until she is off to sea.” So. per-
haps the article is worth writing, "It is
suggested from time to time that there
is a puzzle in the question“which comes
first, the chicken or the egg”? Of course,
there is no puzzle, for it is clearly ex-
plained in Genesis. ‘

So the chicken comes before the egg

and the ship comes before the Staff re-
quirement. The Staff can only state-a
. requirement in known terms and this
means that the Staff requirements for a
new ship must refer either explicitly or
‘implicitly to some existing ship. I agree
therefore that while the shipbuilder or
designer depends on the Staff to say the
sort of ship they want, the Staff,
whether they realize it or not, depend
on ‘the shipbuilder and designer to
indicate what sort of ship is possible.

Now although fundamentally there is
no limit to the ship or to what the ship

~can do, by which I mean the ship can
be as large or larger than you can im-
agine and can perform everything from
floating and sinking to flying or rock
climbing, in practice there are very real
limits. These real limits lie in the in-
vention of the Staff, in the capacity of
the designer, and in the resources of
Industry. .The Navy has very little
direct control over the resources of in-
dustry and -very often it will be this
factor more than any other which will
limit what can be done. Industry in
this context does not mean the Ship-
Building Industry alone, but the whole
industrial state of the nation. So first
of all to build a ship you must have an
industry.

Shipbuilding itself, especially to-day,
is largely an assembly industry, that is
to say the shipbuilder takes the finished
products of other industries and assem-
bles them to form a ship. This has
advantages and disadvantages. The
advantage is that a very large effort can
be expended at one time. For example,
one firm makes a gun at the same time
that another makes an anchor while the
shipbuilder proper lays the keel. When
a ship is complete workers all over the
country can and should share in the sat-
isfaction if any, or in the daubts (most
likely).- The disadvantage is that the
shipbuilder and designer have to know
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Build a Ship

by R. B.

something about so many things; there
are so many pitfalls, so many reasons
for delay.

Of course, if you have no industry you

- can create oné and to some degree this

has been necessary in the present RCN
program. To creatures of limited pow-~

ers, however, creating an industry is a

formidable task and you cannot even
begin unless you know what it is that
you want to make. This problem of
beginning has had to be solved for the
production of many items of armament
and electronics, and the first step in each

of these instances has been to decide

what British or American item was re-

ﬁ;&d[dwship gwmubthmmimmhﬁj

quired and then set up to make it. .

Probably this method was inevitable,

but it has its difficulties, for as a rule

you can only set up to produce an item
that is already in being, that is to say
an item that was conceived some years
ago. Then even when creating a new
industry some regard must be paid to
existing organizations and to existing
techniques. This means that the copy
will not be an exact copy and so the
designer of the ship, and subseqgeuntly
the shipbuilder, cannot plan ship details
until Canadian model equipments have
been considerably progressed. This' is
a very fruitful cause of delay in actual
ship construction.,

The method also has the disadvantage
that a brand new ship may well be fit-
ted with rather obsolescent weapons.
The fact is that no nation can be ¢om-

An expert outlines a num-
ber of woes . . . including
his own and almost con-
cludes, like Einstein, next
time he’ll be a plumber.

petitive in the armaments business
today unless the whole of a project is
national, and Canada has not yet
reached this standard.

If you can’ create an armaments in-
dustry, equally you could create a ship-
building industry, but this argument
can be pressed too far and you end up
like the Creator, creating everything.
This is not, however, humanly possible,
and we are forced back to my original
point—that to build a ship you must
have an Industry.

a ship you must have a designer.
Just as the shipbuilder must know what
his ancillary suppliers are capable of
doing so the designer has to know what
he can get. This is, if you like, general
knowledge, but further to this, in his
specialized field, the designer has to
know what he himself can do.

In other words, he must have -the
knowledge of the factors which govern
the ability of the ship to float, when
damaged or not, the ability of the ship
to move through the water, the ability
of the ship to withstand strains and
stresses, and the capacity of the sh1p to

THE SECOND POINT is that to build

~ contain all the items required.

Beyond this the designer must, to.
some degree, be an artist—for if the
ship, either as visualized in the plans
or as finished, does not look right, it can-
not be right, and this is quite irrespec-
tive of whether it meets the Staff re-
quirements or not.

Again the designer must ensure that
the relative arrangement of the various
compartments is suitable. This in itself
is not an easy task, for two reasons.
Everyone has a different idea and there
are so many ways of doing the job. Per-
haps you will not believe this, but if
you can imagine a very simple ship with
only six compartments, say a Mess, Gal-
ley, Store, Magazine, Engine Room, and
Fuel Tank, then within the limits of the
ship itself, with just these six spaces,
there are 720 different : arrangements
possible, If there were only eight com-
partments, this mumber would come to
over 40,000. Imagine, if you can, the
possible arrangements in a ship with
one hundred compartments.



HE THIRD FACTOR is thal lo

build a ship somconc must reguire
a ship, This is where 1he Stafl require-
mentls come in. In hricf, these explain
what the ship is required to do. What
is it that the Stafl have 1o know? Well,
clearly, as the first regquirement of a
Warship is to fight, thcy must know
something about fighting. In my ex-.
perience, this is a quality which the
Naval Staffs all over the world posscss
to an altogether remarkable degree, for
they are fighters. On occasion they fight
the enemy, but if there is no enemy they
make onc. They have mock battles in
hattle {raining centres; they have moclk
battles in the colleges; they have mock
battles al sca. They fight our allics. In
their sparc time they fight cach other
and every day, to some degrec, fight the
Technical Services.

Secondly, the Staff must have a sound
knowledge of ships, of the sca and of
weapons., They musl know what the
likely enemy will do, and appreciate the
significance of counter measures of all
kinds, of strategy.

The third factor is nol so wcll under-
stood but is very imporiant. The Stail
has to understand what men can do and
what materials can do, not only in the
narrow sense in the ship as completed,
but in the broad sense of including
everything that goes into making the
ship, including its cost.

Now Staff officers may be supermen,
but they are not super-human, and the

overall requircments for a Staff officer -

as outlined above far exceed the capa-
hilities of any one human being. In
order to carry out their function prop-
erls’ then Staff must have one further
quality, judgment, the power of secking
advice, deciding on its quality and main-
taining a decision once made. In ihe
matter of Staff requirements for ships,
Staff must get specialist advice not only
on the type of ship but on very many
of the armament, machinery and equip-
ment items.

Staff requirements come after the
Industry and after the designer, because
they are meaningless except against an
industrial background. But they are all
important as regards the ship, for if, for
example, the Staff asks for a mine-
sweeper, they will get a minesweeper,
and it will be too late to say afterwards
—*“we really intended a submarine”—
for it would be just as easy to convert a
camel into an ostrich as a minesweeper
into a submarine. Of course, mistakes
sometimes occiir and war changes
quicker than ships. There is always a
tendency to alter things so as to improve
them and it is doubtful whether such
changes are ever really worth while,

If then, Staff requirements can be pre-
pared, this means that you have a dc-
signer and an induslry and from 1ihis
basis designing a ship and shipbuilding
can begin,  What are the procedurces?
Who carrics them out? Whom do they
offcel?  IPirst of all what is the forin of
Stafl requircments? Remember thati
although the ship, when completed, can-
not be a {otal success, she can very well
be a tolal failure for, as in a chain of
onc hundred links, for perfection all
must be perfeet, yet for failure of the
whole only one link necd be defective.

<+ AILURE js most likely in al lcast
four ways. The Stall requirement

can be wrong; this would invalidate the
whole thing, The design could fail {o
meet the slaff requirements. The con-

siruction could fail to meet the design
requirement, or what is most common,

oee ettt e adfbixjneb-

there can be some irritating litlle thing
such as the paint peeling off which
spoils everything. The form of the
Staff requirement cannol, of course,
guard against total failure of the Staff
but factors are introduced which give
some protection against the other fail-
ures mentioned. These safeguards take
the form of requiring Staff approval for
all the main proposals made {10 meet
Staff requirements and, in particular,
the general arrangement of a proposed
design.
re-checking process which is common
and essential to every phase of ship-
building. So we have the requirement
stater, the checker, the designer, the
checker, the industry, the checker.

The Staff requirement appears finally
in the form of a co-ordinated group of

This Staff approval is part of a -

statements indicating the features re-
quired under the sqveral main headings,
Cufls—

Type of ship

Dimensions (approximate)

Speed and endurance

Armament

Commaniications

Habitability

Protection

This document can be regarded as an

insiruction to design a ship, and il is
Ifrom the receipl of this documenti that
design begins, It may be thatl the arna-
ment and cquipment, called for 1o meet
the requirements, are of existing lypes.
Investigation of {he propulsion may
show that some existing machinery de-
sign will be suitable. Under these cir-
cumstances the designer’s concern will
be to estimate the dimensions and shape
of a suitable ship, to check its Hydro-
dynamic, Hydroslalic and Structural
gualitics and produce a layout that will
be acceplahble.

IIE DESIGNER is the sole authority
T regarding dimensions, Hydrodyna-
mics, Hydrostatics and Structure, but
the shape or appearance, and layout
will, of course, be checked by Staff. If
ncew lypes of weapons or any item of
cquipment are to be included, or if the -
propulsion study indicates that the
machinery has to be specially designed
then all these items will themselves
need design, development and produc-
tion before the ship can be built, but
generally speaking, the ship designer
will take a chance and guess the effects
of such items on the overall ship. This
means that the designer has to accepi a
responsibililty for parts of the ship that,
according to terms of reference, are
nothing to do with him and that essen-
tially the design procedure is the same
whether all the components are known
and tried or not. ‘

What is the procedure? First of all
you gucss the approximate dimensions.
Now of course your guess would not be
as good as mine, but mine is still a guess.
Suppose the ship is o be a minesweeper,
someone will always say that such a
type should be as small as possible—
well, the shortest ship that can really
be expecled to make an ocean passage
under power (as distinet from sail) is
150 feet long, the largest minesweeper
cver built about 265 feet long. This
formula gives a first shot at the length,

Now experience shows that if you
start with a ship too big, the ship will
slay that way so that the next step
would be to take a length of 150 feet
and draw in the spaces that are essen-
tial. The draught of the ship will prob-
ably be limited by Staff so that after
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Wasp, Mosquito, and Firefly, were built
on the ways at the Penetang dockyard.

Penetang, today, is a town of about
5,000 population and the inhabitants are
very much aware of the history of the
place and of the Bay of Penetangui-
shene. Headed by a most energetic
Chamber of Commerce, the townspeople
have acquired the sites of the naval
dockyard and of the military establish-
ment situated out towards the entrance
to the harbour. With the assistance of
Professor Wilfred Jury and students of
the University of Western Ontario, much
work has been done to restore the his-
toric sites. Foundations of dockyard
buildings have been excavated and the
saw-pit reconstructed. A most interest-
ing museum collection of relics are now
housed in the beautifully preserved
army officers’ quarters which date from
1830. . ‘ )
The vessel raised last year, reputed
to be HMS Tecumseth, was shaken out
of the mud by means of a clam dredge.
Unfortunately, large portions -of her
topsides were broken off, and the 'scarf
of her keelson amidships sprung. * Even
at that, however, the remains are in
remarkably sound condition. Of oak,
these consist. of keel, deadwoods, hog,
and keelson, stem and stern-post, a
considerable number of frames, plank-
ing, and ceiling. No evidence of rot or
decay was found and the iron fasten-
-ings, gudgeons and chain-plates have
been remarkably well preserved by the
mud.

Just over 70 feet in length, Tecumseth
lay on her starboard side, that side be-
ing more complete than the port, Her
oak planking originally three inches
thick has been ground by the sand and
ice to about two inches except where
it is preserved by the iron fastenings.
Where the garboard strake was torn

off in the raising, the rabbet in the oak
keel is. as clean-cut as the day it was
chiseled nearly a century and a half
ago. The scarfs of the keel and keel-
son assemblies match almost perfectly
with those shown in the ‘original Ad-
miralty plan. Between the ceiling and
planking alongside the keelson were
found several round-shot, some bearing
the “broad arrow”, a medal, and an
RN officer’s coat button.

Much of the work. of identifying
these ships has been done by three
marine experts from Toronto: C. H. J.
Snider, the well-known Great Lakes
marine historian; Rowley Murphy, the
war-time naval artist; and John Stev-
ens, the expert on wooden men-of-war.
Final identification of the ship raised
last year (Tecumseth) must await the
raising of the one (Newash) last sum-

mer examined by the RCN underwater '

Crew. .

While both were built to a common
plan, Mr. Snider has uncovered evi-
dence that the Newash was converted

from schooner rig to that of a brigan--

tine, The plan for both vessels shows
groups of three chain-plates to take
the deadeyes and lanyards of the
shrouds, and such is the case with Te-
cumseth. If the Newash was rerigged
as a brigantine, she probably had a
foremast in three parts (lower, top, and
topgallantmast) and therefore required
four or even five chain-plates to secure
the foremast shrouds.

Perhaps, when she is raised, absolute
identification of this vessel as HMS
Newash, a ship built for the defence of
Canada, may be made. At any rate,
bit by bit, the townspeople of Penetang
are not only rediscovering their own
storied past, but are bringing to light
new pages of Canadian naval history—
a most commendable project—E.C.R.

The VoYage of the
Cayuga Maru

(On August 23 HMCS Cayuga steamed
into the Inland Sea through the Shi-
monoseki Straits to pay a visit to Beppu.
Beppu is a Japanese resort city on the
southern coast of the Inland Sea. About
ten miles from the inner end of Shi-

- monoseki, the whaler was slipped with
Lieut. J. R. Young, Lieut. (L) S. G.
Snider, Ldg. Sea. Donald Cathcart, Ldg.

Sea. Barry Norrington, Ldg. Sea. Harry -

Voth and AB John Lundy.)

TYHE SUN had been set far about
fifteen minutes and there was but

a light ripple on the surface of the In-
land Sea. At buay No. 5, the Cayuga
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lowered the “Cayuga Maru” into the
water. The commanding officer, Com-
mander W. P. Hayes, asked if all was

“well and, with an affirmative reply, the

Cayuga left her Maru and its six occu~
pants to the wonders of the Inland Sea,
and disappeared into the dusk.

In the whaler, sail was set and course
shaped for Hiroshima Channel, this
would take us away from the main ship-

ping route. The wind was light, though -

by dawn the Cayugae Maru was 12 miles
closer to' Beppu. The total voyage by
straight line was to be 58 miles.

On board Ldg. Sea. Harry Voth of

Chilliwack, B.C. had an FR 12, a trans-

receiver by means of which it was hoped
contact with the Cayuge would be made
every four hours. The Cayuga was"loud
and clear. However, the boatsmen were
never able to contact the ship from' the
whaler, though long attempts were made
at each schedule. When the whaler was
slipped there was some concern about
the progress of a tropical storm 80 miles
west of Okinawa, which could have
easily approached Kyushu.

The night was warm. Everyone slept
at odd intervals on the thwarts or on
the bottormm boards. The only sdunds
were the gentle chugging of Japanese
fishing * beats and the lapping of the
waves as the whaler moved slowly
along.

. At dawn, the Cayugans passed
through a fishing fleet. With little
wind, manceuvrability was limited.
Hence, odd remarks from the fisher
folks were heard, though not understood.

CPO William Adie, of Victoria, and
PO William Appleton, of Saskatoon, had
looked after the supply of food for the
estimated two-day voyage—including
roughly two loaves of bread, — two
pounds of butter, four cans of salmon, a
few cans of fruit juice and beans, beans
and more beans, in cans.

At 0645 gn August 24, a strong breeze
came up from the east, which was our
projected course, As a result, the next
13 hours were spent beating through the
Hiroshima Channel and around Ohima
Hana, )

At 1130, we came to anchor near the
town of Kumage, mainly for a swim,
which was enjoyed by all. It was a very
hot day ashore. However, the wind kept
the temperature slightly lower on the
water. In fact, everyone had had
enough sun by 1000. The shadow of the
mainsail was a popular spot,

At 1210 we received the weather from
the Cayuga, with special reference to the
tropical storm which appeared to be
weakening and heading for China. At
1220, we weighed and proceeded, having
completed lunch on salmon sandwiches.
By 1830, it had become rough and wet,
with heavy seas and ground swell.

During the next three hours the
whaler made good six knots, arriving in
Beppu Wan (Bay), about six miles from
the Cayuga at 2230. By 0030 the wind
dropped to nothing.

At 0510, with about two miles to go,
the ship flashed a ten-inch and at 0645
the motor cutter (on a return trip from
shore with libertymen) towed us the
last half mile.

After 36 hours a sunburned crew
climbed aboard, having covered some 85
miles of water and consumed far too
many beans. All were eager for a repeat
performance as soqn as possible—J.R.Y,






Finally, after two years in which
countless proposals and counter-pro-
posals were sifted and considered, the
best solution appeared to be further
amalgamation of the two functions of
standard diving and explosive disposal
into one branch for men, and, because
it seemed desirable to integrate this
with other aspects of mine counter-
measures, the organization was trans-
ferred to the Executive Branch.

And so in February, 1954, the Clear-

ance Diving Branch was born. Follow-
ing this new birth will surely come the
usual teething troubles, the childhood
and adolescent growing-pains leading
to maturity., However, the foundation
has been laid for a workable organiza-
tion and the status of diver has been
raised from a secondary to a prlmary
" qualification.

Standard divers who elect to transfer
to this new branch will only be re-
quired to undergo conversion courses
in explosive disposal techniques to fully
qualify. These men .have already
proven their aptitude and physieal fit-
ness for diving and their psychological
fitness to deal with explosives. How-
ever, the new candidates, who will come
largely from HMCS Cornwallis must
undergo a thorough screening.

First. must come a recommendation
from their commanding officer vouching
for their reliability, intelligence and
common sense. Then a special medical
examination, followed by a ‘“dry dive”
in the re-compression chamber to a
simulated depth of 100 feet of water.

In the chamber the candidate is

taught to equalize pressure on the ear-
drums by clearing the eustachian tubes,

to relax and breath deeply—so neces--

sary in diving. He is carefully watched
for symptoms of nervousness, excita-
bility and claustrophobia. The greatest
number of failures show up in this test
—most through inability to “clear” their
ears, some. through claustrophobia, etc.

‘Not all those who successfully pass
the pressure test will become clearance
divers, however, for next comes a
screening to determine a candidate’s
psychological suitability to meet the
exacting and hazardous tasks ahead. In
this the candidate is subjected to a series
. of questions to obtain his reactions to

certain conditions and his ability to -

think his way out of difficult situations.

Most of the questions asked are of a
serious nature. Occasionally, however,
Lit.-Cdr. J. C. Ruse, officer-in-charge of
the Diving and Explosive Disposal
School, will strike*a lighter vein by tell-
ing the time-honoured procedure for
divers to adopt when confronted by an
octopus. "It goes something like this:
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“When a diver is interfered with by
an octopus in the course of his diving
duties, he shall immediately tuck his
bare hands under his armpits to prevent
the octopus from seeing or feeling bare
flesh, If it attacks, the diver shall re-
main motionless until completely em-
braced by the tentacles. He shall then
endeavour to free one hand sufficiently
to tickle the octopus under an armpit,
which has the desired effect of throwing
it into convulsions allowing the diver to
escape.”

Any candidate who can take a de-
tached and coldly realistic view of this
and asks—“Sir, how can you be sure it
is an armpit and not a legpit?” is as-
sured of a passing mark.

After passing all the above tests, the
“candidate” becomes a “trainee” and
commences actual diving. Failures
occur at this stage, too, for initial train-
ing is in reality a further screening.
Men who show no signs of claustro-
phobia in the chamber occasionally re-
volt at being sealed into a diving suit.
Others can’t stand the feeling of being
on the end of a rope so far from home
and completely dependent on the at-
tendant on the surface (as is the case
of the fully-weighted diver). Still others
do not possess the mechanical aptitude
necessary to work with divers’ tools,

About the Author

A yacht designer at Lakefield, Ont.,
Lt.-Cdr. George Douglas Cook, 41,
joined the RCNVR in 1940 as an act-
ing lieutenant and spent the next five
years with the Royal Navy on bomb
and mine disposal work.

He was awarded the George Medal
in 1941 for a five-day ordeal in dis-
mantling a German parachute mine at
Suez single-handed. Early in 1942 he
earned the Bar to the GM for similar
work on a highly-sensitive “G’ mine
at Haifa. He had to clear the area of
14,000 people, sandbag the mine site
and work in a tent for three and a
half hours, much of it in total dark-
ness.

Confirmed in the rank of lieutenant-
~commander in 1945, he was mentioned
in despatches later that year for ‘“out-
standing service and devotion to duty”,

Demobilized at York .in January,
1946, he returned to Lakefield until
April 1951 when he embarked on a
short service appointment, to serve on
the staff of the Director-General of
Naval Ordnance, broken by a course
with the U.S. Navy.

He transferred to the Ordnance
Branch in February, 1952, but early
this year reverted to executive rank
as have all clearance- divers and was
attached to the directorate of TAS and
Mine Warfare. He was also granted
a permanent commission, In May Lt.-
Cdr. Cook began a Junior Officers'
Technical and Leadershlp Course at
Stadacona,

while some show nervousness when
dealing with explosives. Occasionally

"a man will show the symptoms of low

oxygen tolerance, which means that it
is unsafe for him to use oxygen either
in a breathing apparatus or during de-
compression in a deep-sea suit.

The method employed to determine a
diver’s tolerance to oxygen in the early
days of the Second World War, when
little was known of the subject, was to
lower him on a lifeline while breathing
oxygen from a self-contained breathing
set, and increase the depth until a jerk-
ing on the line indicated that the subject
has gone into. oxygen convulsions. This
method gave the desired information
with no ill effects to the diver other
than the loss of dignity. However, it
was never looked forward to as an ex-
hilarating experiénce -and was later
superseded by other more scientific
methods. Today an encephalograph will
tell the story with no loss of dignity.

Little by little, confidence will grow
as ability incrcases. The ever-present
risks and responsibilities are shared
equally by diver and attendant, for, just
as carelessness on the part of the attend-
ant can endanger the life of the diver,
so can the diver endanger those above
him by an incautious move when deal-
ing with explosives. For this reason
divers’ attendants—or ‘““tenders” as they
are called—are always qualified divers
themselves.

Soon the clearance diver will learn
that he is a member of a highly trained
team, each dependent on the efficiency
and co-operation of the other members
for his life. From this sense of respon-
sibility and inter-dependence, and the
knowledge that one is of the half who
made - the grade, comes that priceless
asset in any team—esprit de corps.

The clearance diving organization will
be established as a small peacetime nu-
cleus geared to expand efficiently in
time of emergency. Its. versatility and
mobility will permit employment with
minimum delay in any or all of the
fields for which it is responsible.

Should war never come, the clearance
diver will be fully employed in carrying
out the diving duties relative to salvage,
inspection, maintenance and repairs to
ships’ hulls, jetties and sea walls, and
the laying of moorings, etc. He will
also deal with the mines or other explo-
sive weapons which are washed ashore.
He will undertake the necessary under-
water demolition jobs. He will occa-
sionally be called on to recover a prac-
tice mine or a depth charge. !

Surely such an organization can be
likened to an insurance policy which,
throughout its life, pays its own
premiums!—G.C.





















tions” already for the first space-ship
which departs for the moon. And who
has not been stirred by invitations to
serve at Padloping Island, or in sub-
marines, or as a paratrooper or a ‘“frog-
man”’?

In a small way, service at sea fulfils
this urge. Seamen are generally dream-
ers and romantics. Watch their faces as
they steam into the channel of some
new, or even familiar port. And a few
days later, as they steam gratefully
away from the same harbour, and feel
the ocean swell lifting the deck beneath
them, their faces wear the same cheer-
ful, hopeful expression of men headed
at last for the ultimate Paradise. Just
over the horizon there awaits that best-
of-possible ports, no matter how disap-
pointing the others have been.

Just as Eve spoiled Eden, however,
her daughters repeatedly cast their
blight over the seaman’s existence. I
hasten to add that not all Navy wives
do this with malice aforethought, al-
though plenty have tried. In order to
screen out these lafter saboteurs (or
saboteuses?) from the Navy’s realm, I
am suggesting that our Chaplains should
make some slight additions to our mar-
riage vows. Something along these lines:

“Will you, Mabel Blotz, solemnly
swear in the presence of this con-
gregation that you are mot plotting
- secretly to reform the character of
this homnest seaman, Joseph Blow,
and that you will not develop a
nervous condition or other ailment
in order to have him request an in-
land draft or try to persuade him
to leave Her Majesty’s service in
order to go into the rug-cleaning
business with your old man?”

The fault is not always Mabel’s, of
course. Often she marries her gallant
tar under the illusion that they will
spend the remainder of their days until
pension in a rose-covered cottage in a

pleasant suburb of Hamilton or Winni-
peg. So to keep the accounts straight
let’s ask for a further statement by the
groom:

“Will you, Joseph Blow, solemnly
swear that you haven't spun any
dips to this woman, Mabel Blotz,
about having a chum in drafting
Depot who is going to stop-draft
you in barracks for the rest of your
five, or that you intend to stop
drawing your tot forever, and are
going to have all your tatioos re-
moved?”

AVY WIVES are, generally spealk-
N ing, the cream of the crop. But
not every pretty young thing can make
the grade. It is only fair to warn all
candidates that sailors are not rational
humans, that they spend a large part of
their days on the far side of the world,
that they are not good husbands—or
even good letter-writers — by Ladies’
Home Journal standards, and that no
girl in her right mind should ever dream
of marrying one.

Any girl that is still agreeable to mar-
riage on such a basis is clearly crazy,
too, and should make an excellent Navy
wife. Seriously, the sailor and his wife
have an excellent chance of a happy
marriage. Long ago the prophet Moham-
met advised bridegrooms: ‘“Let there
be spaces in your togetherness”, an Is-
lamic variation on “Absence makes the
heart grow fonder”. Boredom is con-
sidered by some experts to be a major
cause of divorce in America. It is rarely
a problem in Navy families. Like
Mohammet, Naval Headquarters be-
lieves in “spaces” in our family lives,
and provides them quite generously at
times.

“To part is to die a little,” says a
French proverb.

But the pain of parting is better than
the taste of love grown stale. And few

landsmen ever know the holiday spirit
in a home when the sailor reiurns with
gifts from strange lands for everybody.
Each person sees the other for a mom-
ent plainly as for the first time, with all
their special flaws and charms, Most
men stop appreciating their wives after
they leave the allar, and never think
about them again until the funeral. The
seaman gets a fresh awareness of his
wife’s worth with every home-coming.

And what about the seaman’s life in
the ship? It it really as painful as the
Ancient Mariners would have us think?
Frankly, it is never easy. At its best it
might be compared with living inter-
minably in an immigrant train (upper
berth) which is travelling too fast over
a bumpy road-bed in Northern Saskat-
chewan. The scenery is generally nil
There is no comfort, no silence, no end
to the movement and the interruptions.
And it certainly is cosy, living with all
your possessions in a few cubic feet.
There is no escape at five o’clock or
even at the weekend. The world shrinks
into a few metal yards of deck between
ithe hard pitching bunk and the cramped -
cell or windy corner that means duty.
For the watchkeepers there is no real
day or night but only intervals of feed-
ing and dozing between duties.

In my ship, seamen work twelve and
a half hours out of each day, and many
seamen in smaller ships work far longer
than that. And on a long cruise the food
becomes interminably dull, no matter
how well refrigerated or prepared. A
middle-aged egg or head of lettuce can
never compele with the youthful article.

Any seaman who suddenly began to
visibly enjoy sea duty would be watched
with concern. ILet him leap from his
bunk some morning with a joyous shout,
smile at his messmates across the lurch-
ing breakfast table, sing a gay song
while shaving, and laugh happily to
himself while chipping paint all morn-
ing, and he would promptly find himself
lashed in a bamboo jumper and headed
for RCNH, probably by helicopter.

GREAT DEAL has been talked
A about “happy ships”. But who
ever heard of a “happy boiler factory”
or a “happy coal mine”? Ships, like in-
dustrial plants, are not intended to gen-
erate happiness, but t{o produce a
business-like job in the most economical
manner. If the workers happen to feel
a dizzy sensation of bliss during the pro-
cess, they would be wise to keep work-
ing quietly until the feeling passes.
The hidden dividends of seafaring
come in rare and unsuspected ways.
Sometimes in the midst of the worst
Atlantic storm your ship suddenly comes
warmly alive and wins your affection
for the way she frees her decks so gal-
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The Challenge of Oceanography

This article was written to determine
the extent of interest in oceanography
and shallow diving. The nucleus of a
club to promote these interests is in
being at Stadacona and the author sug-
gests that inquiries and proposals re-
garding the organization’s future activi-
ties be addressed to:

The Oceanographic Club,

c¢/o Diving and Explosive Disposal
School, .

HMCS Stadacona,

HALIFAX, Nova Scotia.

“Topside.”

“Topside, aye.”

“Pass me a square mark.”

“Coming down.”

To some of us this dialogue may make
little sense, but by others it will be
immediately recognized as a conversa-
tion between a diver and his tender.
The diver is merely asking for a line to
secure to some object he has discovered.

At some time or other, I think we
have all been fascinated by stories of

divers who operate in this strange media

that covers nearly two-thirds of the
earth’s surface. Recent stories and beau-
tiful colour photography have intrigued
many with the awesome beauty of this
untouched frontier. Here nature guard$
well her hidden secrets, some clothed in
settings of unbelievable beauty, con-
trasted with scenes so grotesque as 1o
be fascinating in their ugliness.

A lot is heard today of a mass invas-
sion of the sea by amateur as well as

professional divers. Swim fins, schnor-
kels, slick rubber suits, breathing ap-
paratus, and a variety of gear too
numerous to mention can be purchased
in a large number of sporting goods and
departmental stores. The diving school
is besieged with “Can you give me a
dip, chum?”

What is this all about—another fad
like miniature golf?

Man has accepied another of nature’s
challenges. By the time he has seen
some of its fabulous rewards and the
beauly of its environment, he’s hooked.

So much interest was shown by ser-
vicemen that application was made to
Naval Headquarters for permission io
form an oceanographic club. This was

immediately approved. J. R. Longard,

scientific advisor on the staff of Can-
flaglant, Dr. A. W. H. Needler, of the
Fisheries Research Board, and Dr. C.
O’D. Islen, chief oceanographer of the
Oceanographic Institute, Wood’s Hole,
Massachusetts—all scientists who have
spent many years studying the sea and
its phenomena—were enthusiastic in
their support of the idea, and suggested
many fascinating projects which the
amateur, under scientific guidance,
could undertake to the broadening of
man’s knowledge. Who is more deserv-
ing of this privilege than the sailors
who make the sea, and the protection of
the sea lanes, their lives?

It is unfortunate that the plan failed
to reach full fruition because of pressure
of other .work, but the spark has not

completely died. The ceniral purpose
of this article is to solicit ideas from the
flcet on how to set up the club, decide
what il can do and face the problems.

Aside from the scieniific aspect, here
is real sport, sound physical recreation,
excitement, interest, and competition. A
pair of swim fins, trunks, mask,
breather, spear or camera, and a chum
to. accompany you will give many an
adventure, and relaxing evening chats
over the day’s events.

For years men have discussed the
belter mouse trap, you and your sons
may discuss the betier lobster pot. The
average persons thinks the lobster pot
just happened but is it the best design?
Watch a lobster get into a pot sometime
and let us hear your theory. IFishermen
will be most inferested. So will our
government which is carrying on exten-
sive research {o reduce the thousands of
dollars lost annually when the fragile
lobsler potls are destroyed.

Do you like your problems a little
more abstract? Perhaps il is possible
to predict the weather in Halifax by the
shifting of the sand at MacNab’s Island.

These ideas merely hint at the stimu-
lating value of {he hobby.

But there are problems. What should
be the criteria for membership? Obvi-
iously sound physical condition in ac-
cordance with the medical require-
ments for divers will be one and a gen-
uine interest in the aims and purposes
of the club will be another. Then came
problems of procurement of equipment,










/

In Balboa we securecd albngside the
CNAYV Porte de La Reine which had
arrived the day before from Esquimalt.
We were very glad to see her, as show-
ers, hot water, and storage space are
very nice things to have even though we
had managed for over a month Without
them. She appeared as a palace of lux-
ury and was a constant source of envy.
Her decks didn’t leak, everyone had a
bunk, water didn’t slosh around the
messdeck on rough days or get in the
porridge. They had dry clothes, fresh
food, and an enclosed bridge with radar
and a normal radio that was content to
reach Esquimalt instead of Singapore.
At the time she was our only visible
proof that life could be beautiful.

The East Coast weather continued all
the way to Acapulco. The winds were
mostly contrary but the seas proved
moderate and we did long, uneventful
tacks across the stern of the Porte de la
Reine which was laying down the base
course, We fuelled and provisioned at
sea on a calm morning.

The pleasure cruise ended at Acapulco.
After that we had the “wonderful West
Coast weather” all the way and it
proved to be a harrowing experience,
It took 12 days to get from Acapulco to
San Diego and we spent two of them
hiding in the lee of Cedros Island. }

‘When we finally got clear of Cedros
Island we found that the gale had not
- abated at all and had only been waiting
for us as a cat waits for a mouse. We
steamed right into it and were buffeted
all the way to San Diego. By the time
we got there we were low on everything,
food, morale, and strength.

Our stay there proved uneventful.
We cleaned, dried, painted and stored
ship. PO Jack King and AB Joseph
Woods did most of the sail repairs, es-
pecially on the jib and flying jib that
had taken gquite a beating. Ldg. Sea.
John Newton and I made canvas cover-
ings for the forward hatch, galley, and
forward cabin to see if they would slow
down the water, intake, as it used to
come in like a waterfall through the
cracks whenever a large wave broke
over the deck.

The weather did not improve on the
way to 'Frisco and in Santa Cruz pas-
sage I had my first and only real qualm
about the whole effort. We were trying
to go through around 2000. The St.
Roch and Porte de la Reine were ahead
of us. They couldn’t slow down any
more and we couldn’t go any faster, It

wasn’t that each wave breaking clean .

" over the ship filled my sea-boots full of
icy water, or that the spray was so thick
that I just couldn’t bear looking into
the wind that gave me the chills, but
the ship had slowed down to a dead
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‘to -the Opera.
< proximity of Alcatraz and San Quentin

crawl and every gust of wind or larger
wave stopped her dead in her tracks and
she would immediately pay off 30 to 40
degrees on either side before she would
pick up enough way to get her head
back into it again.

I must say I was rather relieved when
the Captain decided that we had better
turn and run for shelter behind the
island. The ship was as level as a pool
table once we got her around and run-
ning before the gale. Within two hours
we hove to in Valley Anchorage.

We spent the weekend in ’Frisco
where everyone seemed to have an
especially virtuous time. I even went
It may have been the

/

Teacher Serves
Aboard Oriole

Lieut. Leif G. Stolee, RCN(R),
author of “The Cruise of the Oriole”
is a graduate of the University of
‘Alberta with a Bachelor of Education
degree. He was born on the island
of Madagascar, the son of missionary
parents, :

Attached to the naval division in
Edmonton, he volunteered to help take
the Oriole around to Esquimalt before
looking for a Job school teaching.

His sense of fun and gift of story-
telling undoubtedly helped shorten
the 73-day voyage from Halifax to
Esquimalt for the three other officers
and 20 men who also had volunteered
for the undertaking.

Following the yacht's arrival at the
West Coast dockyard the associate edi-
tor of The Crowsnest approached sev-
eral crew members with the view of
having one of them write an account
of their trip. The answer in every
case was the same:—"Lieut Stolee is
the one to tell the story”.

Finally the author was found on
board the minesweeper Comox where
he had been temporarily appointed
after hearing that the high school in
Edmonton had hired another teacher
because of his prolonged absence at
sea.

that had such a salutary effect on the
lads. Anyway it was a well-kept week-
end. '

On Monday we sailed in a slight driz-.

zle and a low overcast of cloud. We got
out beyond the light vessel and started
on the last lap hoping the weather
would stay moderate. But the next

morning around ten o’clock just south of -

Cape Mendicino we had to turn and run
back 90 miles to Drake Bay. The wind
wasn’t too bad, but the weather report
was most unfavourable and all small
craft ‘were advised to seek shelter.

The most annoying thing that morn-
ing was the sea, the largest we had met.
It kept lifting us to heaven and tossing
us backwards. It is really the most

peculiar sensation to be standing on the -

deck of a ship that is trying its best to
go full ahead, then suddenly rise to the
skies and proceed backwards for fifty
feet or so. You keep wondering if you
are going to broach to and how you can
avoid it.

We were also leaking badly through
the shaft as one of the studs on the
packing case had broken. The tempor-
ary repairs carried out in Drake Bay
did not improve the situation and for
the last two days we had-the bilge pump
going most of the time. . The engine well
use to fill up in ten or twelve minutes
and we had to keep a man watching it.
So we didn’t stop off in Astoria as
planned, for we had our doubts about
the leak and thought we had better keep
the thing going as long as possible.

They gave us a very warm reception
in Esquimalt on October 3 and we
gave the ship to Venture. They were
glad to get her and we were glad to give
her. The last thing one of the petty
officers said to me was “For heaven’s
sake, don't tell my wife I volunteered!”

Dramatis Personae

During her 73 days on passage from
Halifax to Esquimalt, HMCS Oriole IV
sailed- 7,798 miles and called at the fol-
lowing ports: St. George’s, Bermuda;

-Guantanamo Bay, Cuba; Cristobal and

Balboa, Canal Zone; Acapulco, Mexico;
San Diego and San Francisco, Cali~
fornia. She left Halifax on July 19
and arrived at Esquimalt on October 3.

The following officers and men made
the journey:

Lieut.-Cdr. E. T. Coggins, RCN, of -
Weymouth, N.S., commanding officer;
Cdr. M. E. Smith, RCN(R), Montreal
(executive officer of HMCS Ddnnaconda,
Montreal naval division); Lieut. E, J.
Lattimer, RCN(R), of Montreal, and
Lieut. Leif G. Stolee, RCN(R), of Ed-
monton. -

Petty Officers Joseph Threlfall, Vic-
toria; William Greenwood, Halifax ' 'and
Toronto; Jack W. King, Victoria; Don-
ald Cole, Victoria and Winnipeg; Joseph
O’Brien, Victoria, and Norman Howe,
Saskatoon.

Leading Seamen Kenneth Jones, Por-
tage La Prairie; John Newton, Victoria;
Earle Weagle, Halifax; Elmer Lorentz,
Saskatoon, and James Burchell, Daw-
son Creek. ) :

Able Seamen David Woolgar, Van-
couver; Rolland Goyette, Montreal;
Joseph Wood, Victoria; Ronald Dufty,
Toronto; Michael Woods, Duncan, B.C.;
Albert Foster, Badger, Nfld.; Lee Ellis,
Assiniboia, Sask. and Harold Collins,
Victoria, and Ord. Sea. William Blake-
ston, Victoria.






THE BIGGEST EVER

Canadian Navy (Reserve) from
all parts of Canada were able to get
a minimum of two weeks actual sea
training during the summer of 1954
without going within a thousand miles
of the ocean! o

ﬁ BOUT 800 members of the Royal

This seeming paradox was made pos-
sible by the Great Lakes Training
Centre at Hamilton, whose training
program during June, July and August
was carried. out on board the eight
ships attached to the centre. This fleet,
probably the largest number of Can-
adian warships assembled on the Great
Lakes since the end of the Second
World War and certainly the largest
group of Canadian warships ever to
sail there, was manned almost entirely
by Reserve personnel, under command
of Lieut.-Cdr, F. H. (Fric) Pinfold
of Winnipeg, Reserve Training Com-
mander.

The training flotilla consisted of three
Bangor - class coastal patrol vessels,
HMC Ships Kentville, Digby and
Brockville; and five Fairmiles from
divisions in the Great Lakes area, the
Reindeer from York, the Beaver from
Star, the Racoon from Prevost, the
Moose from Griffon, and the Cougar
from Cataraqui.

These ships took part singly or -in
groups in a total of 15 cruises during
the summer, visiting Great Lakes ports
such as Port Arthur, Sault Ste. Marie,
¥rieau, Leamington, Port Stanley, Port
Colborne, Port Dalhousie, Toronto,
Kingston, Rochester, Buffalo, Oswego,
N.Y.,  Sackett’s Harbor, N.Y. Oshawa
and Cobourg.

Highlight of the summer was a two-
week cruise by all ships from Hamil-
ton, through the Welland Canal, across
Lake Frie, through the Detroit River,
across Lake Huron, through the Soo
Canal and across Lake Superior to Port
Arthur and Fort William. The ships
carried out exercises and manceuvres
both on the way to and from the head
of the Lakes. )

Experience in all phases of ship-
board life was gained by the trainees,
of whom more than 300 were new en-
tries who had never been aboard a
ship before, and no time was wasted
letting them get their sea legs.

Page twenty-six

Nearly 800 Reservists
Trained on Great
Lakes

The trainees usually arrived at GLTC
on a Sunday. They were immediately
drafted to one of the ships and spent
the night aboard. - After a one-day
familiarization period to get acclima-
tized to their new surroundings, the
ship proceeded to sea and the remainder
of the two-week period was spent in
lectures, exercises and evolutions set

* out in the training program. During
this period two hours per day were’

spent in helping the skeleton crews

‘of the ships carry out their duties but

even during these hours the trainees
performed their work in the depart-
ment of the ship in which they were
particularly interested.

Evolutions included boat pulling, pre-
paring tows, sailing, gunnery, stream-
ing fog buoys, and other exercises in
company with other ships, such as sim-
ulated submarine attacks and both day
and night shoots.

Original plans called for the trainees
to be accommodated only in the three
Bangor-class escort vessels., However,
the program was hardly more than
three weeks old when, in late June,
some of the Fairmiles based at Great
Lakes naval divisions were pressed into
service to handle the unprecedented
numbers. During one weekend in early
July, more than 100 young reserve
sailors arrived at the training centre,
and the entire Fairmile fleet of the
“Great Lakes Navy” was busy as the
youngsters got their sea legs.

The facts and figures department of
the reserve training commander’s staff |

came up with some interesting informa-

- tion. A total of 792 officers, men and

Wrens had attended the GLTC as of
August 23, with another 30 expected.
This figure is considerably above the
total. of 260 members of.the naval re-
serve who attended the Great Lakes
Training Centre in 1953.

Most of these attending the centre
this year were new-entry reservists,
who had joined the RCN(R) within
the last ten months. One young lad
from Hamilton had been attested into
the RCN(R) on Monday and on Tues-
day he was at sea on board HMCS
Digby. He admitted that he was a
little confused and overwhelmed by it

all, but within- a few days he had

learned to give his cap that “lived in”
look. ‘

training program was

The training program differed con-

" siderably from that in previous years

as most of the training was actually
taken on board ships at sea. Formerly,
the trainees spent one week ashore
doing parade training and receiving
classroom instructions, and one week at
sea. This year the emphasis was on
sea training, with the trainees joining
the ships on arrival and proceeding to
sea for 11 days before returning - to
Hamilton and then boarding trains and
planes for their homes across the coun-
try. ‘ P

The five Fairmiles; were detached
from the training flotilla in mid-August
and returned to their home divisions.
The three Bangors continued to carry
out the sea training program for the
rest of the season.

Assisting Lieut.-Cdr. Pinfold in the
Lieut. ZEric
Scoates, deputy reserve training com-
mander, Lieut. (S) John Stuart, supply
officer, and a staff of 14 officers, men
and Wrens.

In command of the Brockville was
Lieut-Cdr. Darrel Hayes, of Edmonton,
while the Digby was commanded by
Acting Lieut.-Cdr. Peter Cornell, of
Fort William and Kingston, and the
Kentville was commanded by Lieut.
William G, Hunt, the only permanent .
force commanding officer of the ships.

All of the navy’s 22 divisions sent
representatives to the Great Lakes
Training Centre. Most of these went
to the ships but some attended the com-
munications training centre that was
operated as part of the activities. A to-
tal of 105 communicators went through
their training centre and some of these
went to sea in the ships for further
practical training. It was the first time
that communications training had been
carried out at the Great Lakes Training
Centre. In charge of the communica-
tions training was Cd. Officer John
Parris, RCN, of Hamilton.

Following is a breakdown of the-
numbers- sent to the training centre by
each division: Cabot 13, Caribou 17,
Queen Charlotte 8, Scotian 30, Bruns-
wicker 33, Montcalm 22, Donnacona 62,
Carleton 52, York 107, Prevost 38, Cat-
araqui 19, Star 98, Hunter 41, Griffon
19, Chippawa 61, Queen 12, Unicorn 25,
Nomnsuch 26, Tecumseh 9, Discovery 67,
Malehat 11 and. Chatham 8.






LOWER DECK PROMOTIONS

Following is a further list of promo-
tions of men on the lower deck. The

list is arranged in alphabelical order,
with each man’s new rating, branch and

trade group shown opposite his namec.

ABBOTT, Richard P,.,....... ... PIEA4
ALLER, Willlam N.............. LSAAL
ANDREWS, Gordou I1L........... [LSRP1
APEL, Clifton L................. LSRP1
CASTIKA, Henry Voo LSRN3
BALL, Francis G. ............... PIER4
BARBER, Lawrence G........... LSEM1
BARKER, Bert W............. .. LSAAL
BARRY, Norman A.............. LSLM1
BEACH, Christian H......... .... LSLM2
BEDAI\D Donald C............. LSLR2
BERGGREN WaldoL........... LSLR1
BESSEY, Geor eA... .. RN LSVSt
BINGHAM Edward Ro.......... LSOMI1
BONN, Rubsel W.o. .ol . LSLM2
BOOMER Royce B.............. [.SLLM2
BOS, Johcm ...................... 1L.SLML
BRANIFF, Ralph D
BREARLEY, Neil A,............ PISH4
BRUBACHER Ralph T.......... LSLM?2
BRUNELLE, Guy_l ............. LSAAL -
BURGESS, Donald R............ LSLM1
BURKE, Gerald A.......... e LSTDI1
BURNS, Colin T................ LSLR1
BUTLER, Robert J.............. LSAA1
CARLYON, Henry R............. P2LR2
CARR, Ronald E................ LSTD1
CHADWICK, Edward A......... P1ET4
CHAMBERLAIN, Allan H....... LSLM1
CHEETHAM, William........... LSRP2
" CLOUTIER, Marcel J............LSAA1
CONROY, Francis D.............LSLM2
COON, Gordon.................. LSEM1
CORDER, Edward J.......... ...LSLM2
COUSINS, Robert W.............LSQM1
DAKIN, Frederick W............ [LSRN3
DALY, John P.......... PR LSLM1
D’ANJOU, Auguste J. ........... LSCK1
DAUNHAUER, Joseph A......... 1P2SW2
DAVIDGE, Eldon J.............. LSRP2
DAWSON, Walter J.............. LSQR2
DESMEULES, Roger J .. LSOM?2
DOBSON, Allen G............... LSLM2
DOWNEY, Charles L............. LSRC2
DOWNEY, Kenneth A........... LSCR1
EVANS, David R................ C2ET4
EVANS, William T.............. LSQR1
FARLEY, John J................ LSQM1
FERGUSON, Elmer A........... P1IET4
FERRARA, Pierre P............. LSLLM1
FORD, Ronald G................ LSRP2
FORTIN, Jean Noel............. LSLM2
FRANDLE, Robert.............. L.SCK1
FREEMAN, Lloyd G............ LSLM1
GALBRAITH, James K.......... LSLM1
GALLANT, Francis D............ LSLM2
GAUTREAU, PaulL............. LSEM1
GEDDES, Donald R........ SO LSRC1
GIBERSON Graydon D.......... P2CS3
GILLAN, ]ames S C2Q)R2
GODDING Bertram C.. . PIETE
GOLDS I‘EIN Acthur I.......... LSLM?2
GRITTEN, David H...\oooooin, LSMAI1
GUNVILLE Leonard J........... LSQR2
GUTHRIE, Kenneth ... 00 C2ET4
GUY, Clarence G. ..o, LSOR1
HARBIDGE, Ronald V........... PIBD3
HARNETT, William N...........LSEM1
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HARRIS, George B.............. PIRT4
HASLER, Frederick G............ LSCK1
HASTINGS, John D............. LSLM2
HENDE,[\SON William J........ LSED3
HENRY, Boyd F....... A .PZEMZ(NQ)
HILL, James Eooo LSE
HINKLE, Henry P. .... e PlSH4
HOFFMAN, John....... e P2TD2
HOWARD, Lorne A....5 . ....... LSLM?2
HOWE, Norman L............... P2RC2 -
HUFFMAN, Paul T.............LSLM2
HUNT, Donald F...... ... . LSAAL
HUNT, Edwin C.............. ..C2RT4
HYNES KevinF................ LSRC1
INNES, Gordon G............... P2TD2
INOUYE Yeiji..oovovvnnnn ... P2QR2
IRVING, David C............... C2RA4
IRWIN, Garnett A ... ... P1PT2
JACOB, Richard M.............. C2RA4
JAMES, William T.............. LSLR1
JARVIS, George F............... C2ET4
JESNEY, William M.............
JOHNSON, Kenneth D).
JOHNSON, William C...........
JOHNSTON, Gordon A, ......... LSRP2
JONES, George T................ LSLR1
JONES, Roy A.................. P2QR2
KELLY, Blake W................ LSLM?2
KELLY, James E................ LSRPI
KELLY, Robert G............... LSRC2
KING, Aubrey J................. LSAA1
KIPROFF, Philip P........... ...LSCK1
KITTSON, William J............. C2ET4
KNIGHT, John A............... C2RT4
KNOWLES, Curtis A............P2EG3
KORMAN, Steve J.............. P1SH4
- LABOUSKI, Alexander........... LSL.M2
LAPLANTE, Guy J.............. LSEMI
LARSON, Lawrence W............C2RT4
LAWRANCE, John A............ LSLR1
LAWSON, Charles E............. LSLM?2
LEBLANC, Robert J............. LSQM?2
LEIGH, Charles R..... ... .00 LSQM1
LEIGH, I'rederick O............. 1L.SLLM?2
LIZWIS Ronald E............... LSLM1
LIVSEY, Jeffrey Dot LSEM1
LONG, Murray A.............. . P2TD3
MAGSON, Ronald E............. LSILM1
MARTIN, Alan N............... LSLM2
MATTON, Marcel H............. LSLM2
MERGAERT, Gilbert E.......... P1EA4
MERRIFIELD, John F.......... LSQOM1
MILLER, Edward E............. PIER4
MITCHELL, Alden F............ LSCR1
MITCHELL, Earl C............. P2RN3
MONTGOMERY, James H....... LSTD1
MORENCY, Jean R............. LSLM2
MORRIS, Clifford G............. C2RT4
MUSTER, Edward.............. LSTD1
MacARTHUR, Donald F......... LSQR2
MacEACHERN, Ernest R........ LSNS1
MacKINTOSH, Russell M........ LSEM1
MacMILLAN, Russell W......... P1RP3
MacNEIL, John A............... LSRP1
MacPHEE, Arnold J............. P2QM2
McARTHUR, Archie............. P1ET4
McCREARY, William E.......... LSAA1
McCULLOCH, John B........... LSQR1
McCULLOUGH, James B........ LSTD2
McDONALD, John C............ LSQM1
McGUIGAN, Bertram J....... . .LSRP1
McGUIRE, Alfxccl] .............. P2AA2
McGUIRE Thomas A........... LSPR2

McINTYRE Earl B

McLAY, James E....
McNAIR, William T.
McQUEEN, John C,.............

- NEWHOOK, Delmer E...........P2EF3
NIPPARD, William H..,...... . .LSCK1
NORMAN, Jack S........ e P2RS3
NORMANDEAU, Rene J........ C2EA4
NYMAN, Ronald C.............. LSRP1
O'BRIEN, Gordon C............. LSRP2
OLKOVICK, Frederick W........ I.SAA1L
PARENT, John V. ..... e LSQM2
PARENTEAU, Joseplt G......... LSRP1
PARK, John W.................. P2BD2
PARSONS, Kenneth E........... LSLM?2
PATERSON, Ross A............. LSBD2
PATTERSON, Clarence J........ LSQR1
PAYNE, George E............... C2ER4
PEDERSON, Bert............... LSTD1
PENNINGTON, Jack E.......... LSLM?2
PERDUE, Donald A............. LSCK1
PERKINS Elwyn J............. CIRT4
PETRUSKEWI CK Garrold ...... LSL.M2

" PORTEOQOUS, John A............. PIET4
POULIQT, Léa P...... e LSLM2
REA Ba.wne Ao LSLM2
REDING, Ronald R............. LSRP1
RICHARD, Eldie................ LSTD1
RICHEY, Robert J....... e P2QM?2
ROBERT, Ralph D.............. LSTD1
ROLLS, Cyril.......... e LSNS1
ROSS, John L................... LSRN3
ROY,Marcel J............... .. LSTD1
RYCKMAN, Karl D............. LSEM1

. SANDERSON, Donald E......... P2RW3

SARGENT, Roy A..............
SAWYER, Raymond W
SHEEDY, Reginald P............

SHEFFIELD, Glenn A...........

SNOW, Douglas S............... ?
SOLONICK, Douglas R
STERLING, Kenneth E

STEWART, Gary W.............
SUTHERLAND, Joseph C....... LSLM1
TAYLOR, Donald M.............PiSH4
TERDICK, John................ LSLM2
TOTH, Michael.................. LSLM2
TRATT, Ronald J............... LSAA2
VIENNEAU, John F............. LSRP1
VILLENEUVE Ralph........... LSTD1
WALLACE, Peter.......... NN LSQR1
WALSH, Frederick P............. LSRP2
WEAVER, Sidney F....... e LSRP1
WHITE, Robert................. LSCK1
WHITEFIELD lanD........ ...LSTD2
WICKS, Roy H... ... LSRP1
WIDNER John G............. ..P2BD2
WIENS, Ralph.. e .....LSLM2
WILCOX, EarlR............ P2EM2(NQ)
WILLIAMS, Robert J............ LSTD1
WILSON, Arthur J.............. LSTD2
YOUNG, Gordon A.............. PIET4

. When Cdr. H. W. S. Soulsby,
RCN (Ret’d), of Victoria, turned
his hand to preparing a “Cross-
ing the Line” certificate for HMCS
Quebec he grasped the opportunity
of recognizing the training Cruis-
er’s namesake province. - On the
opposite page appears the first

_ such RCN certificate in the French

language.
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