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SMILES OF THE MONTH
Someone must have told a whale of a
good joke, Or, perish the thought, a sedate
and highly respected officer may have come
a cropper on a grease patch. Let no dis-
C 0 N T E N T S loyal idea, such as the latter, enter any mind

as they gaze on the scene on the opposite
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LAST OF SCAPA FLOW

Nuclear Age Dooms Great Base

By KINGSLEY BROWN
in the
Hamilton Spectator

Y \HE REPORT from London that the
: Admiralty has decided that the
great naval base at Scapa Flow shall
shortly be abandoned will likely bring
a twinge of regret to all old naval types
familiar with that great fortress of the
sea so long associated with Britannia’s
rule of the waves.
. Scapa Flow is a natural anchorage in
the heart of the Orkney Islands, off the
far northern tip of the Scottish coast.
It is a shelter of immense proportions,
and all the navies of the world, let alone
the ships of the British Fleet, could

anchor there with plenty of room to

spare.

But the advent of the atom bomb and
the H-bomb has made such shelters
obsolete. Never again can a nation at
war afford to anchor her naval craft at
any one central haven, for a single
bomb could wipe out an entire fleet.
Dispersal at sea will be the safety of
future fleets, and such places as Scapa
Flow are out-of-date.

And so, before long, the chain of
islands that ring the great natural
harbour will hear no longer the rattling
of anchor chains and the thunder of
naval salutes, or the shrill piping of
the boatswain’s call. The Orkneys will
return to their ancient loneliness, where
only the cries of wild sea-birds, and
perhaps the occasional tinkle of a
sheep’s bell on the weathered hills, will
break the quiet.

Scapa Flow is a place of many stories.

At the end of World War One it was
to Scapa Flow that the German Navy
sailed to magke its formal surrender to
the Brifish Fleet. It wa# in November
1918 that eleven battleships, five battle-
cruisers, eight light cruisers and fifty
destroyefs of the Imperial Germany
Navy steamed into Scapa Flow and
dropped anchor alongside the fleet of
the victors.

They remained quitely at anchor in
Scapa Flow until June 21, 1919. Then
on- orders from the German Govern-
ment, the crews opened the seacocks

»

Page faur

and sent the once proud German fleet
to the bottom.

British authorities at Scapa were too
late to prevent the scuttling, but in sal-
vage operations that continued for 20
years most of the German warships
were brought to the surface, towed to
British dockyards to be broken up and
sold for scrap. The excellent German
steel armour plate was sold specially for
the manufacture of cutlery, and as a
matter of fact a good deal of it was sold
back to Germany to be turned into
those fine Solingen knives and instru-
ments.

Surrounded by a group of mountain-
ous and rocky islands, Scapa Flow has
only three entrances: Hoy Sound to
the west, opening into the Atlantic, Hox

" Sound leading into Pentland Firth, the

stormy and treacherous strait between
the Orkneys and Scotland, and Holm
Sound, leading east into the North Sea.

When World War Two opened, these
three entrances were carefully guarded,
but somehow or other a German sub-
marine, commanded by a skilful young
captain, Cdr. Gunther Prien, was able
to slip into Scapa Flow undetected.

A few hours later the British battle-
ship Royal Oak lying at anchor, was
torpedoed and sunk with heavy loss of
life, the first major disaster to the Royal
Navy in World War Two. Prien was
able to make good his escape into the
North Sea, and a few days later was
being feted as a hero at home in
Germany.

Prien deserved his accolades. Even
in the British House of Commons the
Prime Minister paid {tribute to the
courage and the skill of this enemy sea-
man,

It was from Scapa Flow that the
Hampshire sailed in 1915 to carry Lord
Kitchener, Britain’s chief of staff, to
Russia to seek to bolster the flagging
Russian resistance to the Germans,

Nobody is too sure just what hap-
pened to the Hampshire. She was

never heard from again, and is gen-
erally believed to have struck a mine
during a gale shortly after she had
out of ¥olm Sound into

steamed

the North Sea. Whatever happened,
Kitchener was lost, and . today, a tall,
granite obelisk faces out into the At-
lantic at Marwick Head, in memory of
that great tragedy of the sea.

The Pentland Firth, the channel
dividing the Orkneys from Scotland, is
one of the most turbulent, and treacher-
ous bodies of water anywhere on earth.
The largest steamers are not immune
from the whims and tantrums of Pent-
land. Great battleships- have been
known to be suddenly knocked 90 de-
grees out of their course by sudden
terrific gusts of wind and frightening,
whirlpool-like swirls in the current.

During the First World War two des-
troyers, on routine patrol duty through
the Pentland Firth, were swallowed up
in a sudden and terrifying gale. Despite
all the efforts of the crew the ships
were driven ashore and pounded to
pieces by a white fury of surf that
swept across the razor-sharp rocks.

All but one member of both crews
perished that night.

Through some miracle the lone sur-
vivor was tossed against a tiny, rocky
islet, managed to claw his way through
the surf and spray to the top of the cliff,
out of reach of the maddened sea. For
two days he lived on limpets, scratched
from the rocks below, and the snow
that covered the top of the island. He
was finally picked up by a searching
naval craft.

Soon the White Ensign will come
down at Hoy, and the great grey ships
will depart and Scapa Flow will become
once more a place of great and abiding
peace.

MISSILE CRUISER
DIVISION READY

The commissioning of USS Canberra
at Philadelphia on June 15 completed
the formation of the world’s first guided
missile cruiser division, designated
Cruiser Division Six.

The division is made up of the guided
missile cruisers Canberra and Boston,
each equipped to fire the surface-to-air
missile “Terrier” from two twin mounts,
and the tactical command ship, USS
Northampton.

Conventional armament of the Can-
berra and Boston includes six eight-inch
guns in two mounts forward, plus five-
inch and three-inch rapid fire guns.

The Canberra has the distinction of
being the only ship in the U.S. Navy to
bear the name of a foreign capital. She
was given the name of Australia’s capi-
tal in memory of the loss of HMAS
Canberra in the first battle of Salvo
Island,



THE ODYSSEY OF THE MARY CELESTE

A Factual Account of an Unsolved Mystery of the Sea

ARLY on Tuesday morning, Novem-~

ber 5, 1872, the American brigan-
tine Mary Celeste, 282 tons, was towed
from Pier 50, East River, New York
City, to a point off Staten Island in the
lower bay where, owing to strong head
winds, she dropped anchor. Two days
later, on Thursday, November 7, she
made a fresh departure on a voyage to
lift her from comparative obscurity into
an enduring place in the annals of the
sea.

Her master, Captain Benjamin
Spooner Briggs, of Marion, Mass., was
accompanied by his wife, Sarah Eliza-
beth (nee Cobb) and their daughter,
Sophia Matilda, aged two. According
to the Shipping Commissioner’s records,
her crew consisted of Albert G. Rich-
ardson, first mate; Andrew Gilling,
second mate; Edward William Head,
cook or steward; and seamen Arian
Martens, Volkert Lorenzen, Boy (or
Boz?) Lorenzen and Gottlieb Goods-
chaad, (or Gottschalk?). Altogether
the ship’s company consisted of ten
persons. Her destination was Genoa,
Italy, and 1701 barrels of alcohol com-
prised her entire cargo.

On November 15—eight days after
the Mary Celeste’s departure from the
lower bay—the British brigantine Dei
Gratia, 295 tons, under the command of

By
Charles Edey Fay

Captain David Reed Morehouse of Bear
River, Nova Scotia, and laden with
81,126 gallons of petroleum, left Ven-
ango Yard, Hoboken, in the port of New
York, her advertised destination being
Gibraltar where she was to “call for
orders”,

It is a matter of record that during
the closing months of 1872, the Atlantic
Ocean was in an unusually tempestu-
ous mood. Vessels arriving at New York
and other Aftlantic ports reported un-
usually heavy seas and winds of gale
force. It was under such unfavourable
weather conditions that the two brigan-
tines made their way eastward., It is
known that the Dei Gratia encountered
extremely heavy weather, and that from
the time she left New York until
November 24, her fore hatch remained
battened down, and her main hatch was
off for only one hour. It seems fair to
assume that the Mary Celeste experi-
enced similar conditions.

Until December 4, the passage of the
Dei Gratia was devoid of untoward
incident. To her company of eight, the

THE DERELICT MARY CELESTE

forenoon of that day brought no fore-
shadowing of the stirring events soon {o
follow,

At noon, the afternoon watch, con-
sisting of second mate Johin Wright and
seamen Augustus Andersen and John
Johnson, came on deck, Johnson was
at the wheel with Captain Morchouse
nearby. At some {ime between 1:30 and
2:00 o’clock, (December 4 Civil Time:
December 5 Sea Time) a sailing vessel
was sighted on the windward (port)
bow. She was four or five miles distant,
and headed NW by N. The Dei Gratia
was headed SE { E. They were then
in Latitude 38° 20’ North: Longitude 17°
15* West, and about 378 miles east of
St. Mary’s Island, Azores.

Author’s Note

The accompanying narrative is
strictly factual, and is supported
by documentary evidence of
authoritative character. The prin-
cipal repositories of source mate-
rial are the National Archives at
Washington, D.C., the records of
the Atlantic Mutual Insurance
Company, of 49 Wall Street, New
York City, which insured the
Freight on Charter of the vessel
on her memorable passage, a copy
of the testimony given by the
salvors before the Vice Admiralty
Court at Gibraltar, and a copy of
the special survey of the vessel
by John Austin, Surveyor of Ship-
ping at Gibraltar:

The writer is also under obli-
gation to the late J. Franklin
Briggs. of New Bedford, Mass.,
(nephew of Capt. B. S. Briggs) and
his cousin, Dr. Oliver W. Cobb of
Easthampton, Mass., who gener-
ously made available family
photographs and correspondence
and much information relating to
the salty ritual of the sea. Also
to my friend Lieut. Colonel J.
Agostinho, Director of the Service
Meteorological dos Acores at
Angra do Heroisme in the Azores,
who procured from Lisbon, Portu-
gal a transcript of the official

" record of the weather conditions
prevailing in the particular area
of the Azores where, according to
the Mary Celeeste’s log slate, she
was believed to be on November
24 and 25, 1872.—C.E.F.
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commission members to sea to prove
the rumours unfounded. The diving
demonstration was carried out without
incident,

ROMOTED 1o the rank of warrant
P engineer, Mr. Pearson went again
to Halifax, where he spent a short time
as chief engineer of a small supply ves-
sel. He then was appointed engineer
officer of HMCS Grilse, a former luxury
yacht with the lines of a small destroyer
and one of the first turbine-engined,
oil-fired vessels built, He served in this
ship on coastal anti-submarine patrols
off Nova Scotia. Until the end of th.e
war, he remained in charge of her ma-
chinery and that of two H-class subma-
rines, the CH-14 and CH-15, taken over
by Canada from the British government.

The Royal Canadian Navy was re-or-
ganized in 1919 and was to include the
cruiser Aurora, two destroyers, the Pat-
rician and Patriot, all of them Royal
Navy ships being taken over by Canada,
and the two submarines. Mr. Pearson
was given the option of remaining in the
Navy, with reduced rank, and joining
the ship’s company of the Aurora, or
of leaving the RCIN for a civil service
position with the Navy in Ottawa.

Given a week to decide, he had chosen
to remain with the Navy and was on
his way to inform his superior officers
when he received a telephone call from
his wife: She would like to “give
Ottawa a try.”

“And that’s how I came to join the
Civil Service,” he relates.

In Ottawa, Mr. Pearson found him-
self an assistant engineer under the
then Consulting Naval Engineer. The
two made up the entire naval engin-
eering staff at headquarters. His duties,
which remained almost unchanged until
the outbreak of the Second World War,
consisted of assisting in administrative
work in connection with repair and
maintenance of ships of the fleet and
buildings in shore establishments; the
purchasing of all dockyard machinery
and the early planning work in the con-
struction of new buildings.

He also kept a roster of all engineZ
room branch personnel and assisted in
the preparation of the annual naval
estimates.

In addition to the Fleet the Naval De-
partment also controlled the Radio Ser-
vices and the vessels of the Fisheries
Protection Service, and Hydrographic
Survey.

In 1921 a change of government took
place and to the dismay of all con-
cerned the estimates were severely
slaghed.

To meet this reduction the fleet was
reduced to one destroyer and {wo mine-

sweepers on each coast and the TFish-
eries Protection Service, Hydrographic
Survey and Radio Services were irans-
ferred to other departments. Arrange-
ments were made for the Department
of Public Works to be responsible for
the construction of new buildings and
repairs to wharfs and existing buildings.
A period of austerity had set in and
dark days were ahead.

NE GLEAM of sunshine, however,

was that in order to maintain a
national naval spirit the RCNVR was
born and arrangements made to form
18 companies and half companies in the
principal cities across Canada,

The first Director of Naval Reserve
was Lieut. H. J. ¥. Hibbard, RCN, and
Mr, Pearson was detached in addition
to his other duties to assist him in ob-
taining necessary buildings through the
Department of Public Works. As he
recalls, “We got some gems of buildings,
an old disused warehouse in Hamilton,
a disused shop on Wellington St. in
Ottawa, and in the case of Montreal, a
residence on Sherbrooke St. with a
Chinese laundry in the basement. It be-
came immediately known as ‘HMCS
Hong Kong’. Each company was allowed
a 3-pounder gun and carriage which
caused more trouble than anything else
in providing the necessary accommoda-
tion,”

A chief petty officer instructor, RCN,
was the only permanent member of each
company. 'To operate, each company
was allowed $50 a month for petlty cash
and $125 a quarter as a contingent fund,
which were very, very carefully con-
trolled. It was suspected that many of
the company commanding officers
helped matters out from their private
funds.

The engineering staff remained at
two until 1928, when it was decided to
bring junior engineer officers from the
fleet to Ottawa in turn for headquar-
ters experience. Thus, during the next
10 years Mr. Pearson found himself
working side by side with many of his
former shipmates, men who have since
risen to high rank in the Navy’s en-
gineering branch. Rear-Admiral (E)
J. G. Knowlton, who retired early this
year as Chief of Naval Technical Ser-
vices, and his successor Rear-Admiral
(E) W. W. Porteous, were among these
young officers whose introduction to
“headquarters routine” was through
“Dickie” Pearson.

During the early months of the war,
Mr. Pearson found things little differ-
ent.

“Money was still tight, expenditures
still rigidly controlled,” he stated. How-
ever, when France fell, “the Treasury

floodgates were opened. Money was no
object as long as the war was won.”

Looking back on the austere days of
1923, when the Navy’s estimates were
slashed to $14 millon and the fleet con-
sisted of one destroyer and two mine-
sweepers on each coast, Mr. Pearson
marvelled at the amount of money
which suddenly became available in
1940 and the ease with which large
expenditures were approved.

“Will it help win the war?” became
the only yardstick for measuring costs,

ernment decided to construct a
number of Fairmile motor launches for
anti-submarine coastal patrols and other
duties. The specifications were obtained
from the British Admiralty, which had
already embarked on a building pro-
gram of small ships, and tenders were
called from Canadian boat builders.

It was found, however, that the
British specifications called for certain
materials, fittings and equipment not
available in Canada, while others were
described by trade names unknown in
this country. The Canadian program
was making little progress when it was
handed over to Mr., Pearson. Given a
completely free hand, not only in the
matter of propulsion machinery but in
hull construction and all other phases
of the building program, Mr. Pearson
called a meeting of all interested ship-
yard operators. In that one meeting
they threshed out the details of the
ships as they were to be constructed
and accepted by the Canadian Navy.
Construction problems were settled and
decisions taken as to the materials and
equipment to be used.

“It turned out to be one of the most
successful of any of the wartime ship-
building programs,” says Mr. Pearson.

Later, Mr. Pearson’s duties were ex-
panded to include supervision of all
small-boat building for the wartime
RCN. The program included %5-foot
passenger craft and 48 and 46-foot
harbour craft. With a naval lieutenant
of the special branch as his assistant,
Mr. Pearson carried out these duties
throughout the war, in some cases
actually designing his small ships “from
keel up”.

For his ‘“outstanding services” Mr.
Pearson was awarded the Order of the
British Empire (Civil).

Looking back over his 40 years of
service, Mr. Pearson recalls many events
in the history of the Canadian Naval
Service in which he had a part.

He tells of the circumstances which
led the Canadian Government to order
the first two destroyers to be built
specifically for the Canadian Navy.

EARLY in 1940 the Canadian gov-
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coached and helped manage several
boy’s hockey and baseball teams in the
city.

The article concludes, “Just when
his wife and three little girls see him,
nobody is quite sure, but around Cata-
raqui, PO Bill Newman is known as the
man who will take on any job that is
in the interests of the division and his
shipmates, and who will do it well”.

HMCS Chippawa

Chippawa has been more than holding
her own among naval divisions in the
matter of winning prizes and awards.

Although completely landlocked,
there is no lack of seamanlike ability in
the Winnipeg naval division. In the
past year Chippawa had the honour of
tying with York as winners of the Inter-
divisional Efficiency Trophy, awarded
to the best all-round naval division in
Canada. As a co-winner of the award,
Chippawa will be in possession of the

trophy for six months—a mounted
sterling silver model of St. Laurent.

Nearby in the trophy case will be the
John Labatt Trophy for -22 rifle shoot-
ing—awarded this year to the men and
women of the small-bore team at Chip-
pawa. This is a trophy given by the
Dominion of Canada Rifle Association
for the highest team score for the year
1955-56 among naval divisions. Also in
the trophy case is the Eaton Marching
and Firing Team Trophy, won against
competition from all reserve and militia
units in the Winnipeg area.

Winning awards is not new to the
Chippawa gunnery division. In 1954 it
won the Herbert Lott Memorial Prize
for being the most efficient reserve
divisional department in the RCN(R).
In its annual recruiting programme,
(the Resdrive) Chippawa showed its
proper spirit in another field by not only
obtaining the highest percentage over
the quota, but also the highest number
of recruits enlisted.—W.B.D.

SMALL BOAT NAVIGATION
IN NORTH CAN BE TRICKY

WING TO the shortness of the
Arctic summer, the Labrador’s
work must go on whenever conditions
permit. Thus, fog is no deterrent to
boatwork as long as there is relatively
open water, and boats’ crews must ferry
men and equipment to and from the
_shore when visibility is down to a few
hundred feet. It is often necessary,
 too, for the ship to lower a boat and
" then proceed about her other tasks be-
fore returning to the original position
some hours later. The coxswain must
be able to find his way to the rendezvous
even when the visibility is nil.

Orphanage Thanks
Quebec for Gift

The following letter has been re-
ceived by Rear-Admiral R. E. 8. Bid-
well, Flag Officer Atlantic Coast, from
the treasurer of the Halifax Protestant
Orphan’s Home:

“Dear Admiral Bidwell: On behalf
of the Ladies’ Committee and children
of the Protestant Orphanage, I would
like to ask you to convey to the ship’s
company of HMCS Quebec, our most
sincere thanks for their recent gener-
ous donation.

“Had it not been for the Canadian
Navy, with their interest and gener-
osity, the children would have been
deprived of many parties and ireats in
the last few years.

“To the officers and men of the
Quebec, we would like 1o extend,
through you, our very best wishes
and thanks.”
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Boat navigation in high latitudes in
fog is severely hampered by the ab-
normal unreliability of the boat’s com-
pass, which is more of a delusion than
an asset. Frequently, a boat has been
seen on the ship’s radar as tracking in
a southerly direction when the coxswain
has set a northly course. Moreover,
sometimes the compass is fairly true on
the run in to the beach from the ship,
but over 90 degrees out on the recip-
rocal course for the journey back. Ap-
plication of the variation for the area
is not worthwhile since the errors in the
compass appear to be random owing to
the loss of horizontal directivity.

Several methods have been evolved
by the Labrador for overcoming this
virtual lack of a boat’s compass.

The simplest is for the coxswain to
note the direction of the wind relative
to the track he has to make good and
to keep the wind blowing on a constant
relative bearing to his boat. This method
is rough and ready but does give a
bearing reference to which the ship can
refer if the boat is held by radar and
an alteration of course is required.

It is often the case in fog, however
that there is no wind. Under these con-
ditions the primary course, reference
available to the coxswain is his own
wake. Provided that he set off from
his origin on the correct course, he is
enabled to keep it within certain limits
by glancing over his shoulder fre-

quently, but he is quite likely to pursue
a steady curve to port or starboard
nevertheless.

Radar control by the ship is severely
limited. The boat is often working its
way in to shore through ice floes which
gives the radar operator an identifica-
tion problem which can only be solved
by watching closely the relative move-
ment of the contacts., If the ship is
stopped, the relative movement of the
ice floes is also stopped, or much re-
duced, and it is usually possible to pick
out the boat provided that it is moving
at almost full speed. Having once de-
tected the boat it would seem an easy
problem to order ‘“Steer 10 degrees to
port”, etc., but in practice it has been
found that most coxswains tend to ex-
aggerate the amount of turn ordered
and have to be conned gently back to
the correct course.

Electronic Position Indicator homing,
by use of a radar beacon in the ship
and a portable directional receiver in
the boat, has been must successful out
to a range of about six miles, and can
be used for both outward and homeward
trips. '

By a combination of the above meth-
ods, and by taking the ship to the boat
whenever the depth of water allows it,
there is small likelihood of a boat get-
ting more than temporarily lost. How-
ever, it seems that there is a require-
ment for a small gyro directional indi-
cator for fitting in boats, similar to
that found in aircraft.

GAS TURBINES
BOOST SPEED

Steam turbines for cruising and gas
turbines for speed are incorporated in
propulsion machinery under production
for frigates and fast escort vessels of
the Royal Navy, according to an Ad-
miralty announcement,

In the new system, highly efficient
steam turbines and gas turbines are
geared to the same propeller shaft. The
powerful and compact gas turbines will
be used to boost the steam turbines
when high speed is required.

The machinery is described as light
in weight and requiring less space than
conventional installations, permitting
warships to carry more fighting equip-
ment than would otherwise be possible.

The steam-gas turbine combination
recalls the design of the German battle-
ships Scharnhorst and Gneisenau which
were equipped with diesels as supple-
mentary economical power for cruising,
with steam turbines for speed.
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- SUPREME VALOUR // SUPREME SACRIFICE

Fewer than Half Naval VCs Lived To Receive Award

OURAGE—the kind of courage that
C it takes to win the Victoria Cross
—is a gift of the gods which is not
granted to all men. It is a blend of
single-minded determination, selfless-
ness, a powerful sense of duty and the
ability to thrust into the background the
paralyzing physical symptoms of fear.

The qualities of courage may be ex-
hibited in one fierce, blazing moment of
time or they may be expressed over
! weeks or months of preparation for the
eventual accomplishment of some great
deed. The two types of courage can be
compared - to the bravery involved in
plunging into a torrent to rescue a
drowning child or to that of the planned
efforts a rescue party searching gas-
filled tunnels after a mine disaster.

Why is one man courageous and
another a coward? Physiologists tell
us in moments of emergency adrenalin
is poured into the blood siream to key
the body up to meet the crisis. But, in
one case, the hormone can be a stimulus
.0 the panic and flight; in another it will
!inspire the individual to stand and con-
i front the peril, whatever it may be.

Some will attribute the difference in
reaction to “conditioned reflexes”, others
to “character” and they may both be
saying the same thing in different words.
'In ancient Sparta a boy was taught that

|

111e must above all be brave—an empha-
|
i

. sis which could produce foolhardiness as
iwell as true bravery.

, It is may be that courage is not a
natural attribute of man, the animal
{portion of his being sharing the instinct
]of self-preservation which pervades all
living things. However, he differs trom
the rest of the animal kingdom in that
"he has a storehouse of spiritual values
.2 which he may add or {from which
he may subtract by following the
example of others. .

The worth of the Victoria Cross does
‘inot lie simply in honouring an indi-
‘vidual for an act of valour. As often
as not, during the Second World War,
the naval officer or man so honoured
had passed beyond praise and blame.
The award served rather as a reminder
‘to those 'still living that high courage
Is not a thing of the past nor the at-
ltribute of any particular class or walk
of life.

The stories of 24 officers and men
'who won the Victoria Cross while serv-
ing with the Royal Navy during the
Second World War are told in a new

|
|

|

book by John Frayn Turner, “VCs of
the Royal Navy”. Twelve of the 24
died in winning the Commonwealth’s

) highest award for bravery and one was

killed only a few days after winning the
VC. Thus more than half the awards
were posthumous.

Two Canadian names appear in the
list, those of Captain Frederick Thorn-
ton Peters, RN, and Lieut. Robert
Hampton Gray, RCNVR, both of whose
lives had shown a persistent pattern of
courage.

The narratives range from an account
of the Battle of Narvik during which
Captain Warburton-Lee won the first
VC of the Second World War to the
story of how “Hammy” Gray won the
last in the closing days of the war
against Japan.

The familiar story of Fogarty Fegen

BOOKS for the
SAILOR

is recorded here.’ Described at length
is the epic storming of the lock gates at
St. Nazaire, which won three Victoria
Crosses for the Royal Navy. More
briefly there are tales only a few hun-
dred words in the telling, such as that
of Acting Leading Seaman Jack Fore-
man Mantle, who stood by his pom-pom
as waves of dive bombers attacked his
ship, continued to fire the gun after
his left leg had been shattered and
finally died at his post.

It is not possible to list here all the
deeds of valour which are recorded in
this book, but it might be observed that,
in the reading, the sense of wonder
grows that so few awards were made.

There is a reason for this. The status
of the Victoria Cross as a means of
recognizing the highest acts of courage
is jealously guarded and, if it is not
awarded as often as it might be, there
is at least no danger of it ever degenera-
ting to the status of a campaign ribbon.

The occasion of the publication of
the book is the 100th anniversary of the
establishment of the award and the
list of winners throughout that 100
years is proudly studded with the names
of those who won the honour while
serving their Sovereign and country at
sea. In the annals of these heroes rests

the assurance that, come what may,
there will continue to be men sailing the
oceans or flying above them who will
defy impossible odds as a matter of
simple duty.—C.

“VCs of the Royal Navy”, by John Frayn
Turner; Clarke, Irwin and Company Limited,
Toronto; 192 pages, illustrated; $2.00.

Navigation Manual
Reaches Completion

With the publication of Volume I in
June, the new three-volume Admiralty
Manual of Navigation has been brought
to completion, superseding the old two-
volume manual issued in 1938.

Volume II of the new manual, deal-
ing with nautical astronomy and off-
shore navigation, and also with meteor-
ology, was published in 1954, and Vol-
ume III, concerned largely with ad-
vanced subjects for officers qualifying
in Navigation and Direction, was issued
last year.

The latest to be published, Volume T .
is designed to be a practical guide for
executive officers. It covers the sylia-
bus laid down by the Royal Navy for
examination in Navigation and Pilotage
for the rank of lieutenant, except for
nautical astronomy and meteorology.

The new volume contains 536 pages
with nearly 300 diagrams and illustra-
tions, many of which are in colour.

Yearbook Relates
Progress at Venture

A compendium of reminiscences, good
fun and the records of a successful year,
the Venturian for 1955-56, year-book of
HMCS Venture, has made its appear-
ance.

Venture, with two full years of train-
ing completed and the first class of
cadets graduated as midshipmen, has
passed the trials and adjustments of the
first few months of operation to become,
it swould appear from a study of these
pages, an efficient, integral part of the
Royal Canadian Navy.

One of the contributors, a member of
the senior, graduating class, observes:

“All in all the training received here
has not merely brought them up to
senior matriculation level (indeed,
academically they have passed beyond
that stage) but has changed a large
number of high-school boys into mature
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young men, confident in themselves and
their tuture.” :

If the editorial content of the Ven-
turian bears any relation to reality,
Venture would appear to be turning out
a group of capable, well-adjusted and
broadly trained’junior officers.

With the first class gone and many
staff changes made, an “Editorial Fare-
well” has this to say:

“This business of fashioning Venture
has been an enthralling job, and a great

worlk for good. It will probably always
be an outstanding experience in our
lives. From Captain to cuartermaster,
we have been a band of brothers. work-
ing for one common purpose. When our
turn does come, we shall turn over with
pride to our successors, and carry away
with us a very precious memory—the
memory of the birth and early years of
enterprise which we have little doubt

will prove to be both an ornament and’

an asset of permanent wvalue to the
Service.”

THERE'S NOTHING LIKE
A PERSONAL CLOUD

Remember the Al Capp comic strip
character, Joe Bpstflk (?)—a scrawmny,
dejected little guy who shuffled his way
across the countryside with a small
black cloud hovering above him? It
now appears that a ship in the Royal
Canadian Navy has established o similar
cosy relationship with « cloud, minus
the disasters that dogged the heels of
Joe. For an opercational report of the

RCN cloud’s activities, Crowsnest read--

ers are referred to the account prepared
by Cadet (now Midshipman) Albert T.
Horner for The Venturian, year-book of
HMCS Venture.

HE ROYAL CANADIAN NAVY is

the only navy in the world to have
a rain cloud as part of its fleet. 'This
cloud is based in Esquimalt and is con-
sidered part of the equipment of HMCS
Ontario with whom it usually travels.
It has remarkable station keeping quali-
ties and may be found at any time
exactly five cables above and ahead of
the Ontario.

On the first Venture cruise, 1955, it
rained the day we left Esquimalt, It
was two days after we reached Hawaii
before the rain caught up with us. This
was attributed to an increase of speed
of which the cloud was not informed.
In Suva, Fiji (dear old Suva), it rained
the day the Ontario came in sight of the
island. It is believed in this instance
that the cloud increased speed without
notifying the Ontario. On the way to
Platypus Bay, Australia (where inci-
dentally there are no platypusses or
even platy-kittens), the cloud main-
tained its proper position and moored
two minutes after Ontario. dropped her
first anchor.

As may be expected, the eloud pro-
cecded in company with the Ontario to
Brisbane. Somewhere along the line,
however, it wandered drastically out of
station. We heard a “buzz” to the effect
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that the cloud, much perturbed at this,
became very angry and vented its rage
on the Sydney area; there was a flood
of sizeable proportions.

After resuming station outside of
Auckland, New Zealand, the cloud and
the Ontario proceeded to Suva and then
to Pearl Harbour again. Since it did
not rain after the first day alongside
in Pearl Harbour, we reached the con-
clusion that the cloud had found an
American submarine or destroyer to
play with. In fact, the cloud must have
forgotten some of its navigational prin-
ciples because it didn’t rain again until
two days after Ontario had returned to
Esquimalt, No doubt the local natives
thought this was just the usual Van-
couver Island weather, but we knew
better,

However, a “buzz” went around that
the Flag Officer had planned new
manceuvres for the Ontario and her
cloud, so off they went to Europe, the
cloud in station five cables above. Un-
fortunately the cloud became weary of
the Ontario’s company and after look-
ing around Panama and the surround-
ing area, rained once to say goodbye
and went on leave.

As a matter of fact, it didn’t get back
to Esquimalt until the late fall of 1955,

Commonwealth
Personnel in Yacht

~ An officer and four men of the Royal
Australian Navy and two men of the
Royal New Zealand Navy will be
members of the ship's company of HM
Yacht Britannice during the Duke of
Edinburgh's autumn tour of Australia,
where he will attend the Olympic
Games, New Zealand and Antarctica.

The Commonwealth personnel will
remain in the Britannia until she
arrives back in the United Kingdom
in the early months of 1957, accord-
ing to the Admiralty News Summary.

loo‘king rather weary and not a little
battered. It went into refit to have
its rain tubes and lightning generators
remodelled at about the same time as
the Ontario left on the third Venture
cruise, January, 1956. The Flag Officer,
somewhat annoyed at the devil-may-
care attitude of the cloud, would not
allow it to sail with the Ontario.

Well, after much bickering, many
conferences and much rain over the
area, the cloud sailed and caught the
Ontario and Sioux in the vicinity of
180th meridian. In fact, the cloud was
so happy to see the Ontario, it rained
itselt silly for a week.

When we finally reached Yokohama,
the cloud was sent over to Russia to
check on the world situation. It re-
turned after the fourth day with a load
of snow from the cold war. This was
heavy work, however, so the cloud had
to rest by just shipping ‘along with the
Ontario until we reached Pearl Harbour.
While we were there it held trials and
pelted down the occasional drizzle to
let the Captain know it was about and
healthy. Finally we set out on the last
leg of the journey and the cloud became
so excited at the prospect of returning,
it rained all over the place. The night
before we entered Harbour it had a
field day. With the Ontario and Sioux
manceuvring, it managed to soak them
both liberally, and went on a few vector
courses - to say hello to Cape Flattery
and the Swiftsure Light vessel.

Since the Ontario and Sioux were
bound for the Caribbean within the
week, the Flag Officer decided the cloud
could go with them. It did, and for
well over a month British Columbia
had the best weather in Canada. 1In
fact, it was too good! The odd forest
fire broke out and there was talk of
having some rain-makers come in to
hose down the province. .

This turned out to be unnecessary
because the Omntario returned just in
time with the little cloud in coinpany,
but not in station, It appears the
Ontario wanted to shoot her guns to let
people know she was coming, and the
cloud, knowing an easy job when it
saw one, offered to be a target. Well,
as the cloud expected, it was the safest
job it had had since bringing Cartier
over from France and right away it
began to look like the usual Vancouver
Island weather. It rained.

The Admiral thought enough was
enough and sent' the Ontario and her
cloud off to rain some ROTP Cadets on
another southern cruise. The people
around Victoria and Esquimalt are still
wondering where all the sunshine came
from so suddenly.



LOWER DECK PROMOTIONS

Following is a further list of promo- CROOKS, Ellis T,..........c..... P2EM2 HANSELMAN, Gerald W........ LSCK1
{ions of men on the lower deck. The CROTEAU, ClﬂLIdBJ ............. LLSEM1 ]'IARDY, Donald R...........,.. LSEM1
list is arranged in alphabetical order HARDHAM, Barrie A...... EERE LSRC1

> : ! ’  DAVIDSON, Peter C.............LSAC2 HARRIS, Kenneth H............. P2RW3
with each man’s new rating, branch and  pBEACON, Frederick R..... ... ... LSOM?2 HAUKAAS, Ali........ oo LSMA2
trade group shown opposite his name. DEVLIN, Norman D............. LSAA1 HAWKINS, Clifford R, .......... P2EM2

DEVLIN, Ronald J.............. LSAP2 HAY, Norman L................. LSBD2
ALLISON, Robert S..,.......... LSAR1 DeWOLFE, Earl A............... C2SH4 HAYWARD, Arthur E........... LSAP2
AMYOTTE, George R.,...,......LSEM1 DONOHUE, Gerald R............ C2LER4 HEASLER, Bernard R........... LSCK1
ANDERSON, Allred E........... P2EM2 DOUCETTE, Raymond J......... P20M3 HEATH, John M........ b P2CS3
APPLEYARD, Robert C...,..... P2RN3 DOUCETTE, Roy J....0......... LSAP2 HEFFERMAN, Karl R.......... LSARL
ARSENAULT, Magella G. ........ LSSW1 DUBOURDIEU, Cyril........... P2EM2 HEFKEY, Robert J.....ovvvuine. P2ED3
ASH, Maurice... . .....o... vov..P2CR2 DUNCAN, Alexander B.......... LSSW1 HENDERSON, Colin E..,,...... P2CK2
ATKINS, Lorne G,......ovves. LSCR1 DYCK, Abram.................. LSRP1 HENDERSON, Harvey W........ LSAP2
ATTWOOD, Ronald A........... LSSW1 HENDERSON, Thomas A........ LSTD1
AUSTIN, Gerald B. ............. P2LR3 EASTON, Charles G............. LSEM1 HILL, Kenneth M............... LSEM1
‘ ELLIS, Vernon W............... LSEM1 HILL, Michael J........ovveinn. LSAP2
BADIOU, Lionel J......ovv'n... P2EM2 EMERY, Walter E...............PIEM4 HILL, Peter E..... . 0. 110000 P2GA3
BAILEY, Douglas G............. LSCV1 EMPEY, Roy F.......... ..LSNSI1 HILLABY, William'G.... ... . P2CS3
BAKER, Carl R...ooovvuiennn.. P2EM2 ESPLIN, Archie E............... LSTD2 HIL)LYFR William E............ PIER4
BALDWIN, Douglas 4...........P2CS3 ESTABROOKS, Rex R........... P2EM2 HOPKINSON, Giffen H.......... LSAM2
BARRETT, Raymond F....,..... LSAO?2 EVANS, Robert L...........c.... LSTD2 HOWES, Wayne L............... LSAA1
BARR, John L.\....oouviirvnnns LSEM1 FAIRBANK, George E........... C2EM4 HUGHES, Patrick E............. LSEM1
BARRON, William V. ., ., e LSSW2 FAULKNER, George A.......... LSRT3 HUGHES, Richard E............. LSEM1
BARTRAM, Vincent J........... CIER4 FELL, William B................ LSAP2 HUTCHISON, George M.......... P2CS3
BATES, Alan W................. P2RN3 FERGUSON, Jack............... LSEM1
BECKSTEAD, Glenn E...,...... LSCK1 FERGUSON, William............ LSCK1 IRVINE, John.................. C1ER4
BEEK, William A................ LSAO1 FISHER, Howard E............. LSAR1 IRWIN, Robert F................ LSAP2
BELLAMY, PaulA........,..... PIEM4 FITZGERALD, David S.......... LSAP2 1VANKO, Anthony............... P2EF3
BENOIT, Roberl V.............. LSNSI
BERGERON, Paul J.. LSEM1 JACKSON, Robert L............. P2CS3
BIDDLE, John N.,\............. LSCS2 JAMIESON, William............. C1ER4
BLACK, Andrew J.....vvivnnnn.. LSAP2 JESSUP, Kenneth J............. LSCR1
BOUCHARD, Joseph R.......... P2BD3 JINKS, Beverly D............... LSEM1
BOUCHER, Laurie L............. LSAC1 JOHNSTON, Edward W. ........ LSCK2
BOUDREAU, William A.......... P2EM2 JOHNSTON, Samuel L........... LSAF1
BOUFFARD, Rene J...co..vn... P2EM?2 JONES, Edward T............... LSEM1
BOWLES, Robert S.............. LSRD3 JUULSEN, Robert H............ LSAP2
BOXELL, Wilfred. .. ........... LSEM1
BRAND, David R.........., ....LSEM1 Fﬁﬁ%’*&UBAq Rélymond F...... EZEMZ
BRASSARD, Francois J.......... LSRC1 < yKennethE............... 1SH4
BREEN, Reynold J .. J __________ P2EM2 KAZIMIR, Theodore............. LSCV1
BRISTER, Charles E............. P2BD3 KAZMIRUK, George D.......... P2EM2
BROWN, Alvin E. .o LSCK1 I{ELLY, Douglas Ao P2GA3
BROWN, William C............. P2EM2 EEEE E‘ma}g Fooo LSEA3
1 onaldH................ P1EM4
BROWN, William D............. LSEM1 KEWLEY Daniel G LSARI
BUCCI, JOSepll .................. C2CK3 KI RI{HAM ]Ohn Dl LSAAL
BUCHANAN, Alexander G....... P2CS2 KLOOSTERMAN, James..... ... LSAAL
BURKE, Wallace F.............. LSEM1 / . YIRS e e
BURRELL James R............. LSAP2 LA?T/S\CP(I:,EHowarth ............ P1GA4
LAFRANCE, Joseph A...........
CANNON, Sylvan L............. LSVS1 FLETCHER, Richard J.......... LSRTS  TAING Wiltrag el A-ennennnn LeACl
CARR, Willard J................ LSCV1 FOOTE, Peter................... P2CR2 LAMING, Carl D............... P20M3
CARROLL, Michael E. .......... LSVS1 FORNATARO, Raymond J.......LSEA3 LAMOTHE, Charles-Emile. . . . ... LSEF3
CARROLL, Newton H.ooooo oo P2AFD - FORTIN, Jean-Claude J..\....... LSMA1 LANNAN, Marvin B............. LSEM1
FORTIN, Joseph J...............LSEM1 LAPOINTE, Paul A P2EM?2
CASE, Charles T................ LSRT3 . , A oo,
FOSTER, Bruce R............... LSCK1 LAPORTE, Daniel L LSRP1 .
CASEY, James A................ PINS3 FRANCIS, Darryl C....... ..., P2EM2 LAROSE, Joseph J...... .. .10 LSARI
CASSIDY, Bernard J.............. P2EM2  FRANKLIN, Edward F.......... LSBD2  LARTER, Eugené................LSVS2
CASSIDY, William J............. LSTD1 LAUZON, Rudolph J.... . 1110 ] LSAP2
CHALMERS, James H........... P2EM2 GALLAGHER, Brenton A........ LSEM1 LAVALLEE, Maurice J.......... LSSW2
‘CHARNEY, Michael G.......... LSAP2 GARDNER, Thomas W.......... P1RP3 LAVERDURE, Denis Y.......... LSCK1
CHRISTMAS, George S.......... LSSW1 %E%ITJ,TB?MM é ............. %ggﬁ[zl LQWSOI\]% RK(jml)eth Covevvvnnnn LSNS1

HU, Michael Y. .ooor o, LSOM?2 yJames Cooooeonnn L L LAWTHER, John A............. P2CS3
g{LL’I Herbert F P2TD2 GAUDET, Edgar ................ PZRPZ L'OISEAU, ]ohn P. Srer e e e s ae LSARI
CIZ. Mirodlaw M. . i LSVS1 GEORGE, Robert G............. LSAP2 LEBLANC, Louis E............. P2AF2

p MUFOSTAW AL.. vovvvennnnnn GIBSON, Douglas A............. LSOM?2 LEBLANC,Leo G.....ooo... .. LSEA3
COLEMAN, Ross G.............. LSAF1 GLANFIELD, William T......... C2EM4 LEFEBVRE, Ira Dowooovvvnnnnn LSMA2
COMEAU, Leroy J......oooovnt LSPW1 GORDON, Dennis C............. LSAP2 LEMIRE, Adelard J.............. LSSw2
CONNELLY, Edmund J......... LSCR1 GOULD, Roy E......oovvuvennn. LSAO1 LESAGE, Marcel R.............. LSNS1

- CONTOIS, John W.............. LSEM1 GOWANLOCK, Frank G......... LSRW3 LINDSAY, Ronald P............. LSAP2

COOK, William J................ LSRD3 GRACE, Harold J............... C2EM4 LYLE, Peter D........oovvuutts LSSW1
: ; GRAHAM, Ivan E............... P2CS3

COOKE, Harvey B.............. C2EM4 Ve

COOPER, David B LSEM1 GRATTO, William A............. P2AF2 MacDONALD, ColinD.......... P2MA2

COST]';LILO Wl"iaﬂ‘l'F ........... P2AF2 GREENWOOD; R)chard G....... LSNS1 MaCDOUGALL, Vernon K........ P2CS2

COVE. Leslia T. .o LSAM?2 GRENIER, Francois J........... LSEM1 MacLAUGHLIN, Robert J....... LSEM1
p ESHE Do GRIMSTER, Donald J........... LSAR! MacLEAN, Kenneth O........... P20M2

COX, Douglas L.................. P2CS2 GUNDERSON, Donald L......... LSAM2 MacLEOD, Marshall E........ .. LSEM1

CRANT, John........,.......... P2EM2 MacWILLIAMS, Dugald S....... P2EM2

CREPEAU, Jules A.............. LSEM1 HALL, JamesR................. LSEM1 McALLISTER, George K......... P2EA3

CROFTS, Douglas T............. LSRD3 HAMBLY, James E.............. LSAW1 McARDLE, KevinF............. LSEM1
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McCLYMONT, Roy A...... . LSEM1

McDOUGALL, Donald J......... LSAAL
McFARLANE, James R.......... LSAR1
McGILLIS, Leo P............... P2EM?2
McKONE, Bruce A.............. P2EM2
McLAUGHLIN, Donald H....... LSQM2
McLAUGHLIN, Earl E.......... LSCR1
McNAUGHTON, George W...... LSRD3
McPHEE, Francis R............. LSCK1
MARSHALL, Alan T............ LSAO2
MARTIN, Edward A............ LSEM1
MAUD, Robert M............... LSEM1
MAYHEW, Milton M............ LSAF1
MEI George C.................. P2BD3
MERKL, Frank N............... LSEMI1
MILLMAN, Hugh A............. LSAP2
MITCHELL, Donald F.......... LSCK1
MITCHELL, Jarhes L............ LSQR1
MONDOR, Joseph R............. LSEM1
MOORE, Allan E................. LSOM?2
MOORE, Douglas M............. LSQM1
MOORE, Jack................... LSAW1
MORASH, Willam A............ P2EM?2
MORENCY, Stewart J........... C2SH4
MORLEY, Ernest A............. C2EM+
MORTLOCK, Douglas H......... LSARIL
MOUNER, Gustave J............ C2ER4
MOUSSEAU, Joseph G........... LSAR1
MROZINSKI, Joseph E.......... LSRD3
MUISE, Peter K................. LSAC1
MURPHY, Claude L............. LSAC2
MURPHY, Jack W.............. LSRD3
MYRA, Douglas J............... LSBD2
NASH, Michael P................ C2EM4
NICHOL, Howard A............. P2GA3
NILSEN, Kaare G............... LSEA3
NOA, Howard E.......... ... ... LSEM1
PACKER, William H............. LSAR!1
PAUPST, Kenneth H............. LSAF1
PEARSON, John E.............. LSARI
PEMBER, George H............. LSAF1
PLEDGE, Frederick R........... LSAAL
PORTER, Melvin................ C2EM L
POST, Neal A..o.ovvnnnnnnn.. . P2EM2
PO’ 1"IS Donald G............... P2CR2
POVVELL JamesB.............. C2EM 4
PO‘WERS, Robert J.............. LSRT3
PRILL, Arthur E................ LSNSI1
QUICK, Ronald W.. .....LSAP2
QUINN, Richard F............... LSAP2
READ, Etnest A................. LSEM1
REDDING, Raymond L.......... LSSW1
REID, Edward D................ P2CK2
REILLY, Harold W.............. LSCV1
REYNOLDS, Morris H........... P2BD3
ROE, Douglas C................. C2SH+
ROSS, Willilam R................ LSRP1
ROTH, Ronald C................ LSEM1
ROWLEY, Alan................. P2CV2
ROY,Gerald J...ocoooovvienin e LSEM1
RUMSAM, Jack...ocovvvnnnnnan, LSAC1
RU" I‘LEDGE Frederick L........ LSPW1
SALTER, Brian W.............. LSCS2
SCANLAN, Basil C.............. P2CS3
SCHEUER, Karl H.............. LSBD2
SCHROPFER, George W......... C2ER4
SCHWAGER, Vernon B.......... P2GA3
SCOTLAND, Douglas B.......... P2AR2
SCOTT,Hugh A................. LSAF1
SCOTT, William G............... LSPW2
SETTbI\ING I'ON, Richard M....LSAP2
SHEEHAN, Donald Goovvilennnn LSAP2
SHEEHY, William R.............P2NS2
SHIELDS, Allan L...... ... .. ..LScvi
SIGALET, John W............... P2EM2
SINCLAIR, Thomas E............ P2EF3
SIREN, Donald K............... LSARIL
SKIFFINGTON William B...... P2EM2
P2EM2

SKIRTEN, Harold. . PN
SLACK, Llode
SMITH, Martin ]
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SMITH, PhilipH............. ...LSAP2
SMITH, Robert G........... ....P2CS3

SMITH, Robert L................LSAR1
SPEAREY, Earl M.............. LSAM?2
SPRING, Ernest Wo. ..\ ovoroooo LSEMI1
SQUIRE, Bruce H......... e LSAP2

STARR, Wilbert J............... LSCR1
S I‘EEPE Harold W.............. LSEM1
S'I‘EVENS, Charles W............LSEA3
STEVENSON, Ronald C.......... P1ER}
STEWART, Carl R.............. P2RS3

SUMNER, Robert H............. CI1ER4
TAYLOR, Gary J.......oovvvnns, LSCV1
TAYLOR, Garry S............... P2EM2
TERRY, Melville H.............. LSAF1

THOMAS, Leonard L............. LSAF!

THOMPSON, Carol K............ P2CK2
THOMPSON, Harry R........... P2CD2
THOMPSON, Norman H......... C2ER4
THOMSON, George H........... LSCK1
TRINDER, William R........... LSAR1L
UMPHREY, Verne N....... e P2AF2

URQUHANR" [‘ Carl Jo.oooooiilt. LSOM2
URQUHART, lanA............. LSAP2
VANSICKLE, DonaldC......... LSTD1
VEINOT, Vernon D............. P2CS2

VICTOR, Reginald A............ LSARIL
WAKUNICK, Gerald............. P2EM2
WALTERS, Eric. ............... LSEMI1
WALTON, Bernard R............. LSAF2
WALTON, Joseph M.............LSVS1

WEBB, Jack . ................. P2NS2

WHEELER, Robert U............ LSAP2
WHITE, Keith D................. LSEM1
WHITEHOUSE, Edward G....... CIER4
WICKSTROM, Dewain C........ P2NS2

WILDE, Marnon K.............. P2EM2
WILLIAMS, Willlam E.......... PIER4
WILMOT, William Joooo oo LSEMI1
WILSON, Hughie C.............. LSTD1
WILTON, George R.............. P2CS3

WOOD, Joseph.................. LSEM1
WOODWARD, Frank A.......... P2CR2
XUERESB, Joseph.........covn... LSSW2
YOUNG, Fabian J............... LSSW1
YOUNG, Gerald E............... LSSwW1
YAWORO\VSKI Roman......... LSPW1
ZURAWEL, Thomas............. LSEM1

- - -

LETTER TO EDITOR
Sir:

I read the article on HMCS Cape
Breton’s pipe band in the July issue of
The Crowsnest with great interest. In
the last paragraph there is the hint of
an opportunity, so far ignored, to re-
verse a tendency has been operating
over the last century; the tendency for
male dress to become dull in colour.
With the reorganization of the Royal
Marines in 1922, and the consequent dis-
app~arance of the Light Infantry scarlet
jacket from Her Majesty’s  Ships, sea-
men now wear only blue, white and,
even duller, khaki; relieved with a little
gold or red.

May I take the liberty of suggesting,
through your columns, that the band of
HMCS Ceape Breton, and the much more

ancient one of HMCS Brunswicker,
should be clothed in a fashion-befitting
pipers? Four courses seem to be open:
The chieftan of some clan might grant
permission for his tartan to be worn;

With the concurrence of Provincial
authorities, that of Nova Scotia might
be adopted;

Her Majesty’s permission to wear
Royal Stuart might be sought; or,

Taking our time (for once) from the
junior service, an RCN sett might be
designed.

I suggest that the first course might
not be desirable on several counts; as
to the second, while the Novia Scotia
tartan is handsome, it would not achieve
the brightening of nautical dress. Royal
Stuart, on the other hand, is gorgeous
stuff but Her Majesty might not permit
its use (and that is a matter entirely in
the Royal Prerogative). So I think that
it might be best to set out right away
to design a new sett.

Naturally I have a suggestion for this,
or I would not be writing this letter.
My design incorporates the three white
stripes from the seaman’s collar and the
cross from the admiral’s flag. I enclose
a rough sketch and hope that you can’
adapt it for reproduction.*

Having said “L.et the pipers wear
kilts” we must complete the costume,
On dress occasions the piper, by Scot-
tish tradition, is a very dressy person
indeed—he should have a blue doublet
with gold buttons (irrespective of rank),
blue and white argyle stockings with
red garters, and buckled shoes or white
spats and boots. And on his head let
him wear a blue Glengarry with a cap
tally, but not tied pusser fashion—it
should be sewn on, name on the port
side and ends free at the back. Petty
officers could wear their cap badge with
a plume of gulls’ pinion feathers. And
over the doublet goes the plaid secured
with a cairngorm brooch. For Number
Threes the pipers could wear the phila-
beg with battle blouse, stockings, laced
shoes and Glengarry.

As for who is going to pay for all this
finery, I have no suggestions whatever.
But with a constant stream of pipers
passing through Cape Breton and going
to the fleet, I think that the opportunity
should be seized to establish the posi-
tion of ship’s piper—one piper per ship
can do for a small ship navy as much
as the Royal Marine Bands can for the
Royal Navy.

Yours truly,
(signed)

PHILIP CHAPLIN,
Manotick, Ontario.

*Sorry \—Ed.
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