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LADY OF THE MONTH

On the opposite page is a portrait of the
newest ship in the Royal Canadian Navy,
HMCS Saskatchewan, commissioned at
Esquimalt on February 16, She is the second
of the Mackenzie class destroyer escorts
C O N TENT S and differs from other ships of the RCN
in that she can boast two parents, the
Victoria Machinery Depot Company, Lim-~
ited, Victoria, and Yarrows Limited,
Esquimalt, Following construction of hull

Page and superstructure at the former yard, she
was moved to Yarrows for completion.
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the Naval Secretary, Naval Headquarters,
, . Ottawa, attention Directorate of Naval
Sou ) {22 A 13 Photography, quoting the negative number
of the photograph, giving the size and finish
required, and enclosing a money order for
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General of Canada.
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Naval Lore Corner No. 114 ... Inside Back Cover year; outside of North America, $3.
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ceiver General of Canada, should
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'The Cover—At the moment a‘recruit places his hand on the Communications, other than
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Naval Divisions, Hamilton, as Com-
mander Sea Cadets, effective March 12;
Cdr. Edward DBernard Morris, ap-
pointed as Senior Naval Officer, Point
Edward Naval Base, Sydney, N.S,

Cdr, James M., Cutts, commanding
officer of HMCS Micmac, promoted to
his present rank;

Cdr, Llewellyn O, Stonehouse, ap-
pointed Officer~-in-Charge of the Naval
Supply Depot, Montreal, and promoted
to his present rank, effective March 1,
and

Cdr, Henry Donovan Joy, appointed
Assistant Director of Naval Organiza-

tion and Management (Organization),
Naval Headquarters, and promoted to
his present rank, effective April 1.

New Captain
For Lauzon

Lt.-Cdr. Charles Edmund Leighton,
has been appointed in command of
HMCS Lauzon, The frigate is a unit of
the Ninth Canadian Escort Squadron
based at Halifax,

Lit,~-Cdr, Leighton served as executive
officer of the destroyer escort Chaudiere
before taking up his new appointment,

PRIVATE CAR TRAVEL
UNDER NEW RULES

LL NAVAL personnel, sooner or

later, will be affected by recent
amendments to QRCN, Chapter 209,
dealing with transportation by private
motor car and private motorcycle. The
new regulations came into force on
March 1, 1963.

Cangen 28, distributed in February,
stated simply that the new regulations
“provided new mileage rates and a new
method of calculating reimbursement
to personnel authorized to use private
motor cars when travelling on duty.”

The Cangen went on to say that re-
imbursement is no longer based on
equivalent rail fares but will be made
" on a mileage basis to include an allow-
ance for meals and accommodation
where applicable.

Personnel should review Chapter 209
to acquaint themselves with the new
PMC entitlements. Generally, the
changes which will affect personnel fall
into three categories, namely:

(a) PMC travel on temporary duty,

(b) PMC travel on appointment, draft

or release, and

(c¢) allowances for dependents on ap-

pointment, draft or release,

When ftravelling on temporary duty
for personal convenience, reimburse-
ment varies from three to six cents
a mile depending on distance. For dis-
tances between places of duty of 100
miles or less, reimbursement will be
three cents a mile; for distances over
100 miles but not exceeding 300 miles
reimbursement will be four-and-a-half
cents a mile for the complete distance,
and for distances exceeding 300 miles,
reimbursement will be six cents for
officers and five cents for men for the
complete distance,

As a passenger for personal con-
venience, the rate is one-and-one-half
cents a mile for distances over 100 miles
but not exceeding 300 miles, and three
cents a mile for officers and two cents a
mile for men for distances exceeding
300 miles.

When travel via PMC or motorcycle
on temporary duty is authorized in the
public interest, the rates are nine cents
a mile for PMC and three cents a mile
for a motorcycle, based on actual mile-
age. As in the past, travelling allow-
ances and incidental expenses are per-
mitted for the time necessarily spent
on the journey when travelling in the
public interest.

This regulation also provides for an
additional cent a mile when the officer
or man authorized to travel in the pub-
lic interest carries “business use” insur-
ance,

Passengers under this section will be
entitled to travelling allowances and
incidental expenses.

However, personnel will be author-
ized to travel under this regulation only
when it is the most economical method
of performing the duty or it is indis-
putably in the public interest because
of the time element or the lack of com-
mercial or service transport.

When PMC or motorcycle travel is
authorized on appointment, draft or
release, reimbursement will be made
at the rate of four cents a mile for car~
operating expenses or three cents a
mile for motoreycles, and an additional
three cents a mile for the officer or
man, based on direct mileage. When
dependents accompany the officer or
man, an additional allowance of three
cents a mile for the first dependents and
two cents a mile for each additional
dependent will be paid,

‘When, for service reasons or circum-
stances beyond his control, an officer
or man and his dependents travel sepa-
rately, he will be entitled to an allow-
ance of four cents a mile for car
operating expenses, three cents a mile
for the first dependent and two cents
a mile for each additional dependent,
The four-cents-a~mile car operating
expenses may not be claimed in re-
spect of two cars when the officer or
man and his dependents travel to a new
place of duty at the same time but in
separate PMC.

Generally, ferry charges, except be-
tween Saint John, N.B.,, and Digby,
N.S., may be claimed, but not cost of
meals, berths or incidental expenses,
since the road mileage allowances make
provision for these expenses. In lieu
of ferry charges between Saint John and
Digby, road mileage allowances will
be paid. Temporary duty travel by
PMC to Newfoundland via ferry will
not normally be permitted.

Excess baggage, 500 pounds for offi-
cers and 200 pounds for men, may now
be shipped when travelling by PMC
since PMC travel is no longer related
to travel by commercial carrier. The
commanding officer must verify excess
baggage claims.

By and large, while the new system
may be totally different, the benefits
and entitlements work out closely to
those accruing under the previous sys-
tem,

The new article is 209.822, and
amended articles are 209.20, .25, and
255.26, .82, .83, .875.
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ADMIRAL OF FLEET
FOR 25 YEARS

The Earl of Cork and Orrery recently
received a personal message of congrat-
ulation from the Board of Admiralty
at his home in London to mark the
25th anniversary of his promotion to
Admiral of the Fleet. He entered the
Royal Navy as a cadet in 1887 and was
promoted to Admiral of the Fleet in
1938.

In his message to mark the occasion,
the Secretary of the Admiralty, Sir
Clifford Jarrett, wrote: “I am com-
manded by my Lords Commissioners
of the Admiralty to convey their warm-
est congratulations. They and the whole
of the Royal Navy take pride in this
notable event.

“My Lords recall your long and dis-
tinguished career and your outstanding
record of service to the Royal Navy; in
particular your service as Senior Officer
Red Sea Patrol and in command of HMS
Repulse during the First World War, as
Rear-Admiral Commanding 1st Battle
Squadron and 1st Cruise Squadron,
Vice-Admiral Commanding Reserve
Fleet, Commander-in-Chief, Home Fleet,
and Commander-in-Chief, Portsmouth,
They remember with special gratitude
your determined leadership during the
dark days of the Norwegian campaign
in 1940.

“My Lords are also grateful for your
continued interest in the Royal Navy
and they send you their best wishes for
health and happiness in the future.”

The 89-year-old Earl is, however, a
“youngster” as far as Admirals of the
Fleet go! Admiral of the Fleet Sir Henry
Qliver was promoted 35 years ago and
recently celebrated his 98th birthday.—
‘Admiral News Summary.

(Nova Scotia-born Sir William Pro-
vost Wallis (1791-1892) was promoted
Admiral of the Fleet in his 70th year
and was still on the Active List when
he died 32 years later.—Ed.)
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KNOTTY

PROBLEMS

synthetic cordage.

Sea Cadet.

Cordage made of synthetic fibres is coming into increasing use in many
walks of life, because of its strength and elasticity. Lustrous strings for
tying parcels, tough cords for starting power mowers and nylon hawsers
for towing ships or securing them alongside are examples of the uses of

The synthetics, however, have certain qualities which require special
care in their use. Knots tend to slip and ends to unravel.
. In the January 1963 issue of The Sea Cadet, published in London,
England, Lt. P. Gibbs-Murray tells how to cope with some of the special
problems raised by the introduction of synthetic cordage. His article is
reproduced here with the permission of the author and the editor of The

N PAST seafaring days the question
I of how to make a knot in a rope,
or how to make two ends of rope secure
to each other, or of how to make a rope’s
end fast to a bollard, hook, or cleat, was
easily solved by the nautical types who
sailed such ships as HMS Victory, HMS
Bounty, or the clipper ship Cutty Sark,
and much of our present knowledge of
the subject of knots, bends, and hitches
has been handed down to us from sail-
ing ships days.

A well-found ship in those days

carried only the best quality rope, and-

her rigging aloft was daily overhauled
and inspected for signs of wear and any
damage from enemy action was at once
made good, for her safety depended
upon her sails and rigging as much as
on the seamanship of her men.

The manufacture of rope, therefore,
was all-important to both the Royal
Navy and the Merchant Navy, and
Portsmouth, Chatham and other ports
all contained their rope-walks where
only the very best quality rope was
produced, and each ropewalk. could
identify its own manufactured rope by
reason of the coloured yarn introduced
into the lay of the strand (known as the
“Rogue’s yarn”) and because of this,
identification was simple in the case of
stolen goods.

Most of the rope was Italian hemp,
(tarred or plain) manila, cotton (for
“fancy” work, where strength was not
important) and coconut fibre rope
known as coir or bass, this latter used
mainly as a “float-rope”.

With the passage of years, however,
many other fibres for rope making have
been introduced, sisal for instance, and
in modern times the new man-made
fibres, produced synthetically from raw

materials, are increasingly making their
appearance in the worlds’ markets.

The new synthetic fibres have great
strength compared with ordinary manu-
factured rope They also have flexibility
and power to withstand the weather and
wear and tear to a marked degree and
give an advantage that has been quickly
realized by those whose life is spent
handling rope.

It has been found that the new ropes
respond very well indeed to the every-
day needs of the seafaring trade, but
some display a tendency NOT to stay
put when spliced, made fast, or knotted
in the usual way, and during a recent
trip coastwise the writer found that
there was a serious lack of general
knowledge on exactly how to knot the
man-made fibre rope.

This article gives a number of hold-
fast knots, specially designed for the
new rope, and based upon knots already
known and taught in unit seamanship
classes. These knots should prove useful
when handling the new rope, and in any
case be interesting to all those who like
making knots, bends and hitches.

It is important to bear in mind, when
making these knots, that synthetic fibre
rope, when oil-covered, greasy, or wet,
is extremely slippery, and in making
these knots make sure that the end
(well whipped) goes OVER and not
under, and that all turns lie snugly
together, Also, for the sake of neatness,
it is' considered important to seize the
end to the standing part with a few
turns of small stuff.

It is suggested that instructors and
learners practise these knots first with
the ordinary rope with which they are
familiar before tackling the more un-
familiar synthetic fibre rope.



HOW TO TIE
HOLD-FAST
KNOTS

The Locked Bowline
Made in exactly the same familiar
way as the ordinary bowline (to start
with) but with a round turn above
the bight, and a half-hitch below,

The Double Magnus Hitch

When joining two lengths of syn-
thetic fibre rope together, this is the
recommended knot, made simply by
making a magnus (round turn and
halj~hitch) with one end on the
standing part of the other rope, and
vice versa, and then pulling together
(something like the fisherman’s knot)
and seizing the ends.

The Double-Thumb or Double

Overhand Kneot
This is a jambing knot, again jfor
uniting two lengths of rope, and is
easily made by making a thumb or
overhand knot, on one end, and then
carefully following around with the
end of the other rope, again seize
the ends after pulling tight.

The Round Turn and Two Half-

Hitches on the Bight
In using ordinary rope, one of the
very best belaying knots, familiar to
everyone, is the “round turn and two
half hitches” knot or hitch, and in
using synthetic-fibre rope, this ex-
tremely well behaved and easily made
knot or hitch can be put to good use,
if made ‘on the bight”.
Take a round turn, in the ordinary
way, then, having left a long end,
double it, and make two half-hitches
with the double rope, heave tight, and
an excellent holdfast knot is the
result.

The Double Reef-Knot

The ordinary reef is undoubtedly one
of the first knots taught, and easy
to make. In making the double reef,
simply remember that a round turn
goes on each side, and that the ends
follow the standing parts down
through the turn.

L) 31l
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FLEET SUPPORT

HE WORD “logistics” broke out of
T its military bounds during the
Second World War and, in so doing,
acquired national and international
meanings and usage. The complete sub-
ject can be a very broad one including
many, if not all, aspects of material,
personnel, facilities and services, It
comprises both planning, including de-
termination of requirements, and the
implementation of the plans,

In general, everyone working in
logistics must recognize the principle
that the fundamental purpose of applied
military logistics as a whole is to get
the right people, supplies and services
to the right place at the right time, and
in proper condition. In its broad defini-
tion, logistics has been described as
“the means of war”—in other words,
the means by which strategy and tactics
can be implemented for the conduct of
military operations. ’

Just how does a ship or aircraft of
the Navy acquire the material and
services necessary to maintain it in
fighting trim?

In order to place fleet support in
perspective, it is possibly desirable to
start with sailing vessels which topped
up in their home ports, set sail, and
returned when their supplies were ex~
hausted. This is not to say that certain
essentials may not have been picked
up in ports away from home when
lengthy cruises were involved. The
letters of Nelson reveal again and again
how much he was concerned with
replenishment of supplies and how often
the condition of his command and the
state of supplies affected his strategic
decisions.

When steam supplanted sail, first
colliers, and then oil tankers, were
added to the group of ships necessary
to supply combatant vessels and keep
them going on long cruises in a state
ready to fight. The many coaling sta-
tions developed by Britain during the
early days of steam should not pass
without notice nor the strategic im-
portance of supplies of fuel oil and
their location today.

As ships of war became more com-
plicated, the importance of supplies
and the maintenance of equipment con-
tinued to grow, both in significance and
in complexity. There is nothing to pre-
suppose that this trend will not continue

The accompanying article is based on
an address given by Cdr, T. C, Treherne,
Manager Supply Atlantic Coast and
Officer in Charge of the Naval Supply
Depot, Halifax, to the United Services
Institute, Moncton, N.B,, last November,

at an ever-accelerating rate, regardless
of the ship, aircraft or weapon system
and whether applicable to offence or
defence on or under the water, on land,
in the air or in space, In modern war~
fare, it jis recognized that materiel
readiness is the key to operational
readiness.

HE IMPORTANCE of logistics or

fleet support has probably been
recognized more slowly in navies of
the world, including that of Canada,
than has been the case in other military
services, which have had to be con-~
cerned with how to move their forces
and receive supplies. The mere fact that
a naval vessel is so completely self-
contained and that replenishment ports
are so clearly defined has made this
so.

In the case of the RCN, the logistics
support away from home bases during
the Second World War  was clearly
defined and, in those cases where ships
ventured far afield, Royal Navy and
U.S. Navy logistics support was readily
available on a friendly and co-operative
basis, As a result, the move to support
vessels, such as ships to carry out
repair, maintenance, and underway re-
plenishment, has been a recent depart-
ure in the RCN from the operations of
the Second World War. The develop-
ment of this support has substantially
increased the range of operations and
flexibility of disposition of today’s naval
vessels.

The average ship today in the Royal
Canadian Navy is a very complex piece
of machinery which takes a good deal
of looking after. To illustrate, a typical
destroyer escort comprises a steel en-
velope, some 340 feet long and 45 feet
wide, with machinery of 30,000 HP
generating-capacity, or enough for a
small town. In addition, electronic and
detection equipment, guns and anti-sub-
marine mortars, together with their
control and computing systems are
packed inside with several hundred tons
of fuel and many tons of high explosive.

‘While hundreds of thousands of items
go to make up a ship, the storerooms
on board are also required to carry
some 15,000 items of stores at all times,
Some of these include commodities such
as food and clothing necessary for the
maintenance of the crew of between 200
and 300 men. Other items are used on
a repetitive basis for housekeeping and
maintenance, but the majority of items
are those carried as spare parts to make
good replacements or repairs which
might arise from time to time in support
of the complicated equipment,

HE FIRST LINE of support in

maintaining a ship as a fighting
unit after meeting personnel and habit-
ability necessities is the maintenance of
its fighting equipment. During the last
few years, the RCN has introduced a
system of planned maintenance on
board. These procedures have proved
very successful in keeping ships in
fighting trim by seeking out and making
good repairs on a planned basis before
actual breakdown takes place. The con-
cept is a very simple one, because I am
sure everyone has carried out or is
familiar with planned maintenance in
the care and upkeep of his own car,
Although well equipped workshops are
available in naval ships for first line
maintenance, not all problems can be
anticipated and repaired on board, and
that brings me to the next step in fleet
support.

I refer to the ship-repair side of
logistics which arises as a service to
the operating fleets making use of repair
facilities, both in the repair ship, Cape
Scott, which we have in the Atlantic
Command, or in the Naval Dockyard
facilities at Halifax and Sydney or in
the numerous commercial shipyards
accessible from the Atlantic.

In the Navy, ship repair is divided
into two main areas, refit and running
repair, and I feel these terms are worthy
of definition to make sure that there
is no doubt of their meaning.

The term “refit” is defined as “that
period in a ship’s life when she is non-
operational for the purpose of inspect-
ing, surveying, maintaining and repair-
ing the ship’s hull and all the machinery
and equipment contained therein.” In
time, this period can vary from six
weeks to six months, depending on the
class of ship concerned. In location,
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such refits on this coast can take place
in commercial shipyards from Montreal
to Lunenburg. At this time, I should
like to emphasize the term commercial
shipyard. Such yards are civilian-owned
and operated and hence, by doing busi-
ness with these yards, the Navy spends
a great deal of its annual financial allot-
ment in this area. This, in turn, pro-
vides employment, directly and in-
directly, for a large number of people
on the eastern seaboard of Canada.

These statements may sound strange
to some of you who are aware of a
good-sized naval faciility in Halifax
called HMC Dockyard, and the obvious
question is why are these refits not
performed there. The answer is quite
simple and is contained in the size and
staff of that repair establishment. HMC
Dockyard, Halifax, is staffed by gov-
ernment direction, to be capable of
refitting one destroyer-type ship at one
time only. On a time basis, this means
that approximately three ships, of a
significant size, are refitted in the dock-
yard per year. As the Navy operates
about 40 major war vessels on the
East Coast, it is clear that there are a
large number of ships which must be
refitted in commercial shipyards.

To amplify this point further, the
Navy spends approximately $10 million
in the refit of naval ships in commercial
shipyards in eastern Canada each year.
This, I am .sure you will agree, is a
significant amount of money, and its
annual expenditure provides employ-
ment for many men in the professional,
administrative and trades areas of ship
repair.

The allocation of these naval funds is
by commercial contract, controlled by
government agencies, these agencies be-
ing the Canadian Maritime Commission
and the Department of Defence Pro-
duction. Hence, strange as it may seem,
the Navy itself does not control the
expenditure of that portion of naval
funds provided for ship refit by com-
mercial contract.

Nor is the place of refit the prerog-
ative of the Navy. All direct dealings
with the commercial firms concerned
are by other government agencies, the
sequence of events being as follows:

(a) the Maritime Commission as-
signs a naval ship’s refit to a
commercial shipyard;

(b) the Department of Defence Pro-
duction negotiates the contract
with the shipyard;

(c) the shipyard performs the work
to the professional requirements
of the Navy as contained in the
refit specifications prepared by
the Navy;
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(d) the shipyard must meet the ac-
ceptance inspection of the ship’s
Commanding Officer.

HE SECOND TERM I wish to define
T is “running repair.” On the surface
this seems to be a strange expression,
and one might envisage a little man
rushing around a ship at a great rate,
with a spanner in each hand. Since the
actual business of running repair can
be rather hectic at times, the example I
have just given is not too far out of
place. To be exact, however, “running
repair” is defined as “the day-to-day
maintenance and repair work performed
on a ship’s hull, machinery and equip~
ment to keep her in a seaworthy and
operating condition.”

This type of work comprises every-
thing that is done to a ship in between
refits and may vary in size and scope
from repairing the captain’s bathtub to
re-bricking a ship’s main boiler. At
best, it is a business beset with diffi-
culties, and for those who have never

been exposed to it, I can assure you the
things that can go wrong with a ship,
both minor and major, are absolutely
innumerable. Being in a maritime area,
you are all well aware that the sea is a
strong, strange and capricious mistress,
and by some peculiar process of osmosis,
ships seem to acquire these traits. From
the Navy’s point of view the problem
is compounded by the sophistication of
combat equipment fitted which seems to
be capable of breeding defects with the
prowess of rabbits.

With the statement that running
repair is performed by the ship’s per-
sonnel and the dockyard, one may
wonder where any commercial applica-
tion arises. To answer this, I can assure
you there is a substantial commercial
application as the Navy spends over
$500,000 annually, on running repair
by contract, in the Maritimes. Again,
by government direction, the staff of
HMC Dockyard, Halifax, is not suffi-
cient to cater for all the running repair
load and hence, the remainder goes to
commercial ship repair facilities on a
contract basis. Again, the Navy does not
allocate or organize such contracts as
this work is done by the regional rep-

resentatives of the Department of De-
fence Production.

One of the main items in this type
of work which goes to contract is all
work associated with drydocking. The
Navy has a dockyard but no drydock on
the East Coast. Hence, all drydocking,
from the aircraft carrier Bonaventure
down to and including the coastal mine-
sweepers, is done by commercial con-
tract. It is possible, therefore, to see
naval ships using commercial drydocks
throughout the maritime area from
Saint John to Sydney.

While I have dealt so far with the
repair and maintenance of ships, the
identical problems arise in order to
keep aircraft flying. Planned mainten-
ance and the equivalent of “running
repair” are carried out in the Bona-
venture or at the Air Maintenance
Centre which is a part of the Naval Air
Station at Dartmouth. Repairs or recon-
ditioning which equate with refit are
carried out by commercial firms. The
value of these commercial repairs in
the Maritimes amounts to some
$3 million each year, quite a consider-
able sum.

OW, I should like to turn to the

supply logistics side of fleet sup-
port and place it in .perspective with
ship repair and maintenance of fighting
equipment.

The first aim in storing a ship is to
make it self-sufficient for as long a
period as possible. This means that it is
necessary to divide the requirements
depending on consumption factors. First
of all, there is the question of fuel and,
except for nuclear vessels which are not
yet of concern in the RCN, the demands
of ships for fuel depend directly on the
tempo of operations and the endurance
of the ships concerned. As a result, fuel
may last for a few days to a week or
more. The second category on which
tempo of operations depends is that of
ammunition. There again a ship may
last for long periods if there is no con-
sumption, that is, no actual fighting
to be done, but the stocks held on board
may only last a few hours under combat
conditions. Both fuel and ammunition,
therefore, have a direct influence on
operational commitments and consider-
ations and depend on the type and
intensity of the operations.

The balance of stores items covers a
tremendous range ,and the consumption
depends on the characteristics of the
items. It follows that food and other
items in support of sailors depend upon
the repetitive use and the number of
people involved. Many of these items
are relatively bulky, and large stocks
cannot be  maintained for lengthy



periods, although the actual number of
items involved is relatively small.
Finally, there is a large range of ilems
required in support of the fitted equip-
ment, These repair parts range from
those which are used fairly frequently
to those which are seldom wused and
are carrjed for insurance with the hope
they may never be used,

The supply authorities of the Navy,
with the help of “guesstimates” by the
technical designers and maintainers,
must try to anticipate, so far as possible,
those items which will be required or
which are vital for the combat effective-~
ness of the ships, In the RCN, we have,
over the last few years, developed lists
of allowed items called, in turn, the
Ships’ Consolidated Allowance List
Program, Not all ships have been
SCALP’ed, as the program has come
to be known, but the majority of the
ships built in recent years and all new
ships are receiving their appropriate
allowance lists, These allowances are
tailored ta the type of ship, and to
the individual configuration or equip-
ments fitted in the ships.

O MAINTAIN the accuracy of the
T allowances, the Navy has under-
taken a continuing review of shipboard
retail usage based on the accounting
system. Information of retail issues on
board is used to substantiate items re-
quired both on a repetitive and repair
part basis, and changes in the allow-
ances are made on the basis of actual
consumption, This important informa-
tion is a by-product of the stores
accounting system in that the document
making the issue is sent ashore, a
punched card is prepared, and the in-
formation can be manipulated in a
number of ways to verify costs of oper-
ating, to flag irregular or unusual con-
sumption of items and to justify new
procurement,

Although every effort is made to
ensure that ships are self-sufficient, so
far as possible, it is frequently necessary
to undertake underway replenishment
of fuel, ammunition and stores. In this
respect the Navy will commission
HMCS Provider this year as a one-stop
ship for underway replenishment which
can provide fuel, ammunition and food
to ships operating at sea and away from
their home ports, In addition, some pop-
ular items of stores will also be carried,
but because of the wide range of po-
tential item requirements, most of the
stores items will have to be determined
in advance and delivered by the Pro-
vider on a consignment basis. In addi-
tion, the Cape Scott, as a mobile repair
ship, can meet food and stores require-

ments to a certain extent from sheltered
anchorages.

ACKING UP the operating ships

and those ships of the support type
mentioned are the Naval Supply Depots,
The major Supply Depot is in Halifax
located within HMC Dockyard, In addi-
tion, there are Naval Supply Depots at
Sydney and Montreal and an Aviation
Supply Depot in Dartmouth within the
Command,

The stocks carried in Halifax under
stock number control approach 200,000,
These items are subject to centralized
stock control together with similar
stocks in other Supply Depots of the
Atlantic Command as well as those in
Esquimalt, B.C,

Naval Headquarters carries out a
centralized inventory control over the
total system stocks on a centralized
basis, raises proceurement requests on
the Department of Defence Production
and redistributes items between Depots,

In addition, Naval Headquarters con-
trols certain programs, such as, the
identification of material with NATO
stock numbers and the preparation of
allowance lists. The annual value of
procurement entered into by the system
as a whole amount to $35 million, Since
the major part of the operational fleet
operates out of the Maritime provinces,
a substantial proportion of these funds
is spent in the Maritimes.

While I have indicated that Naval
Headquarters assumes central control
over the majority of items, a number of
the items under control are allocated
for local inventory control. Procurement
of these items together with urgent
procurement of centrally controlled
items, for which no stock is held, is
initiated by Naval Supply Depots, such
as the one in Halifax., In this respect,
to give an indication of the volume of
business involved, the amount of local
purchase amounts to $350,000 and the
amount of purchases through the Reg-
ional Office of DDP in Halifax amounts
to $3 million for stores and another
$3 million for food each year. Almost
without exception these monies are
spent on supplies purchased by either

prime manufacturers or agents in the
Maritime provinces,

As you can no doubt appreciate, the
question of having the right materiel,
in the right quantity, at the right place,
at the right time, can be a very com-
plicated one, We are pleased in NSD
Halifax, in making nearly half the
wholesale issues for the Navy, to be able
to meet approximately 90 per cent of
demands or requisitions from stock held.
In this respect, we average 37,000 sales
per month, Many of the items not in
stock in Halifax are held in other depots
of the system and inter-depot transfers
can be effected. As a result, a relatively
small percentage of the total require-
ments are held up any length of time
between demand and actual supply.

The Naval Supply Depots ashore in
the Command are required to act as
suppliers to many naval industrial ship
repair activities as well as provide a
wholesale service to ships of the fleet
for final end use on board. Issues to the
industrial activity include DND supplied
items fo many of the commercial activ-
ities mentioned earlier undertaking ship
repair activities. While in NSD Halifax,
approximately 80 per cent of the volume
of demands have the operating ships as
our consumer, the proportion of the
range of items issued is almost equally
divided between the fleet on one hand
and industrial activities on the other.

As mentioned earlier, the complexity
of modern ships and their equipment,
aircraft and air equipment is forever
making the life of supply officers more
complex. For example, the range of
items in NSD Halifax has increased
approximately 50 per cent in the Jlast
five years. There seems to be no end to
this increasing complexity in support of
fleet requirements and in meeting the
maintenance and repair commitments
of the fleet as a whole.

AVING MENTIONED the subject
H of readiness, I should like to
emphasize that operational naval ships
are always in a high degree of readiness.
They are either at sea on exercises by
themselves or with ships of allied
navies, or in various harbours at a
specific notice for operations. By notice
for operations, I mean that they are
capable of getting the full crew on
board, raising steam and being ready
to sail for combat operations within a
time space of four hours or less.

In the foregoing remarks, I have men-
tioned HMC Dockyard, Halifax, on
several occasions, and I wish to stress,
at this time, that this shore facility is
also a large civilian organization and
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hence an important source of employ-
ment in Halifax, Dartmouth and the
surrounding area. The dockyard employs
a total of approximately 5,000 men
and women, of whom 139 are naval per-
sonnel. I consider that these two figures
speak for themselves.

Very briefly the foregoing represents
the ship repair and supply sides of naval
logistics, showing, I hope, the impact
they have on the civilian scene with
respect to employment and business po-

tential. At this time, I should like to
emphasize again that the Navy {tries
to maintain as close and friendly work-
ing relationship as possible with all
commercial concerns related to logistics.

While I have tried to give some in-
dication of the problems and the extent
of support of ships in the Atlantic Com-
mand, all echelons of ship repair and
supply logistics are forever concerned
with improving their service to the fleet.
The fact that this is a challenging task

is evidenced by the recent remarks of
the Chief of Naval Staff when he
stated:

“We have almost tripled the ships in
the fleet with a personnel increase of
50 per cent and a budget increase of
less than 20 per cent.”

With this challenge from the top
management of the Navy, it is essential
that Fleet Support continue to improve
in productivity and efficiency in the
interests of Canada’s national defence.

THE SIZE AND SHAPE OF SHIPS

UCH has been written in the last

few years concerning the demise
of the battleship in the navies of the
world, and its replacement as the capital
ship by the aircraft carrier.

However, it would appear that
although the carrier has usurped the
battleship’s position as the largest craft
afloat, there is some pretty big stuff
around in other categories. In fact,
reference to the latest edition of Jane’s
Fighting Ships indicates things have not
become simpler at all. Changes in ships’
duties and nomenclature over the past
ten or 15 years have removed many once
familiar vessels from the navies’ rolls.
The battleship may have disappeared
but one can find a heavy cruiser of up
to 22,000 tons, the Salem class of the
USN—about twice the tonnage of a
Second World War pocket battleship.

Again, in the USN, light cruisers that
in former days would have been about
6,000 to 8,000 tons are now in the vicin-
ity of 12,000 to 15,000 tons, the size of
yester-years’s heavy cruisers.

What has taken the old light cruiser’s
place? Two classes of ship are currently
vying for favour here. One is the de-
stroyer in its various guises—leader,
guided-missile destroyer leaders (DL),
nuclear-powered guided-missle armed
destroyer leader (DLGN) and others,
all ranging from about 5,000 tons up-
wards to 9,000 tons. Some of these de-
stroyer leaders are confusingly given
two names, a DLGN being also called
a nuclear-powered guided-missile fri-
gate.

The DL referred to above was a
former light cruiser, hunter-killer ship,

CLK, the USS Norfolk, rated at 7,300
tons full load.

Other guided-missile-armed destroyer
leaders of 7,900 tons full load are ac-
tually guided-missile frigates (DLG).
The USS Belknap, is one of these.

Destroyers of today range all the way
from about 2,200 to 9,000 tons, with
frigates occupying the same tonnage
billets, and these intermixed with
strange new names such as guided-
missile escort ships (DEG), but listed
under DEs, escort ships, radar pickets,
high speed. transports (modified de-
troyer escorts) and escort research
ships, all under the banner of destroyer
or destroyer escorts.

One ship that is sandwiched between
the new light and heavy cruisers, but
apparently is neither one, being named
for itself, is a command ship (CC). She
was formerly rated as a tactical com-
mand ship (CLC), and is an ex-cruiser,
task fleet command ship, the USS
Northampton.

Wedged in between the destroyers and
submarines, are new breeds of ship,
similar in appearance to a merchant
ship, but with specialized tasks. These
include guided-missile ships (AVM) and
seaplane carriers (AV), which as their
nomenclature implies, denotes their dual
purposes. Then there are the amphibious
transports dock (LPD) and amphibious
force flagships (AGC).

The confusion does not end here.
That’s only one navy and there are 92
other navies with similar dissimilarities.

The USSR has no aircraft carriers,
so their cruisers are the capital ships

of that fleet and their submarines are
the mainstay.

The United Kingdom relies heavily
on carriers, has a couple of cruisers in
the 11,000-ton range and a number of
destroyers. Their big contribution is
that they make definite ‘distinctions be-
tween destroyers and frigates, with only
a slight overlapping of the two in the
2,000-ton range. Generally, however,
their destroyers are above 3,000 tons
and frigates below that figure.

It was thought a review of the RCN
should place everything in a clear
light, but not so.

Refusing to go along with the de-
stroyer-frigate controversy, the RCN
stuck to the name “destroyer escort”
for converted destroyers, like the Al-
gonquin and Crescent, that other navies
were now calling frigate. In addition
the RCN retained her former frigates
as frigates. But within the next few
years a new ship, the general purpose
frigate of about 3,400 tons, will be
added. This will differ from the RN
GP frigates by nearly 1,000 tons.

Unhappily, or happily, the term fri-
gate, which now covers such a multitude
of sins or ships, was revived by Canada
during the Second World War, and
stuck.

Just as a last, friendly parting shot,
the old corvette, which many Canadian
sailors and ex-sailors either loved or
hated, but couldn’t ignore, has also had
its name revived. The Royal Ghanaian
Navy has acquired a couple. They will
run about 600 tons and will be easy
to produce in time of emergency, just
like their predecessors.—L.W.T.

1 VF.\"A WEE

MAY 5th

~ MAY 11th

Page twenty-four















Naval Lore
Corner

—

THEY SERVED |N THE MIDDLE

MOST OF THEM SERVED
FITTED AS FLAGSHIP,SN.

TWIN IN-TURNING SCREWS WERE
HOUSED IN TUNNELS AND TRIPLE
RUDPDERS HELPED THE GUNBOATS
TO NAVIGATE IN SHALLOW WATERS...
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=== DANUBE FLOTILLA ON THE RIVER DANUBE IN THE 1914 -8 WAR

DID PATROL THE DANUBE, OTH

IN CHINA BETWEEN THE WARS [[(4) HMS.CICA
O.YANGTZE RWER], THE
IN WORLD WARTL ‘AND 4 SURVIVED TO BE
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Number 114
CHINA GUNBOATS

THERE 15 NO MORE ROMANTIC PERIOD OF MODERN

NAVAL HISTORY THAN THE ERA OF THE CHINA

RIVER GUNBOATS. THESE FLAT-BOTTOMED CRAFT WERE
MAINTAINED BY THE PRINCIPAL POWERS FROM [890-1939
ON THE YANGTZE KIANG AND WEST RIVERS OF CHINA
TO PROTECT ‘THEIR NATIONALS AGAINST PIRATES

BANDITS AND WAR LORDS , AND WERE CONSTANTLY
ON ACTIVE. SERVICE NAVIGATING FOR THOUSANDS
OF MILES INTO CENTRAL CHINA..,.

THE FAMOUS'INSECT"CLASS GUNBOATS WERE ORIGINALLY
BUILY FOR SERVICE AGAINST THE AUSTRO-HUNGARIAN

ANDWERE CALLED ‘CHINA GUNBOATS’ TO DECEIVE THE ENEMY,
EAST AND 1N THE CHANNEL UNTIL (918 WHEN 3 OF THEM
ERS OPERATED AGAINST THE BOLSHEVIKS IN NORTH RUSSIA.

LA, (B) U-M.S. BEE
Y SERVED MOSTLY IN THE MEDITERRANEAN
PAID OFF. OF 645 TONS , THEY CARRIED
TWO 6-INCH GUNS...
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HM.S, WOODLARK (ABOVE) WAS ONE OF THE EARLIEST
AND SMALLEST OF THE CHINA GUNBOATS, SHE
WAS TRANSPORTED TO CHINA IN SECTIONS AND

REASSEMBLED . HER COMPLEMENT WAS 2 OFFICERS
AND |6 MEN..,

THE SIDEWHEELER H.MS!KINSHA'(C) WAS FLAGSHIP
'REAR~ADMIRAL YANGTZE' UNTIL 1920. THE EXTRA
DECKHOUSES AFTACCOMMODATED THE ADMfIEF_Erl}\l;':?__

H.M.S. TERN (LEFT) WAS TYPICAL OF THE
CHINA GUNBOATS, ARMED WITH TWD
3-INCH GUNS, HER UPPER WORKS
WERE LIGHTLY PLATED TO RESIST
THE RIFLE FIRE WHICH WAS OFTEN
DIRECTED AT THE GUNBOATS FROM
BOTH RIVER BANKS.

SEVERAL OF THESE GUNBOATS STILL
SURVIVE [N THE CHINESE (PEOPLE'S
REPUBLIC) NAVY..,
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