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From the Editor
Carmel Ecker

Striking a balance
Changes are afoot and not just because we have transitioned
from warm summer weather to the colder clime of fall (which
has already been accompanied by snow in some places).
Your Naval Association and its magazine are also making
changes. Some of these changes are in response to the challenge
of a dwindling membership (and the accompanying drop in
membership dues). More exciting, though, are the changes being
made due to a collective choice to fill a notable gap in maritime
awareness.
As you will read in The Front Desk, Starshell will become an
online publication in 2019. This wasn’t an easy desicion for the
executive to make knowing that the idea won’t sit well with
some readers. However, the reality of being responsible stewards of membership dollars compelled them to look at the costs
of producing this magazine. It’s no easy task striking a balance
between delivering value to members and spending their dues
responsibly. I believe maintaining the magazine in a single,
economical format strikes that balance.
I similarly have a balance to strike as I plan each issue. I like
to have a mix of story and fact, history and current events, NAC
news and overall maritime news. So far, the feedback says you
like it too, which is rewarding.
This issue has a wonderful historical piece about the former
HMCS Eastore by Capt Rod Hutcheson (ret’d). It’s a ship you’ve
likely never heard of and with a history that stretched from the
chilly waters of the Atlantic to the balmy seas of the Caribbean.
We have an update on NAC’s Naval Affairs program and
an introduction to the people who’ve been hired to meet the
program’s mandate.
For those who donate to the NAC Endowment Fund, this issue
includes this year’s list of recipients, donors and an update on the
status of the fund, which I’m pleased to say is looking capable of
funding worthy applicants for years to come.
If you feel passionate about the efforts to protect Canada’s
ocean war graves, see the update on page 7 and sign the petition
to keep the momentum going.
Of course, there’s much more in these pages. I hope you enjoy
it along with our tranition into fall.
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We provide competitive
solutions that meet
current and future needs

Type 26 represents the latest in ship design options and
this adaptable solution allows for the accommodation of
different combat systems, sub-systems and equipment in
order to meet specific customer requirements.
BAE Systems is a world leading shipbuilding company
with the skills and expertise to design, build, integrate,
test and commission complex warships to deliver the
varying demands of our customers.

www.baesystems.com
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From the Bridge
Bill Conconi, National President

Attract–Connect–Engage–Commit
Fellow members, we live in interesting
times, facing both challenge and opportunity. We have branches struggling to
maintain old and recruit new members as
demographics shift to starboard and the
new folks coming along balk at joining associations. At the same time we are embarking on a Naval Affairs program that
looks to bring awareness and clarity to the
challenges facing our navy, our challenge
and our opportunity.
Rod Hughes has picked up where Past
President Jim Carruthers left off, the editing of our excellent “NAC News”. This is
emailed out to members weekly and has
had very positive reviews. I suggest this
could be used to attract new members.
Our branches tell us the best path to new
members comes through personal con-
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Visit www.navalassoc.ca
for information on your
local Branch and its website.
All memberships include a
subscription to our quarterly
magazine, Starshell (yep,
you’ll get this snazzy
magazine you’re holding
delivered four times a year!).
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tact at the branch level. Research tells us
that in this very busy world, it is hard to
attract potential folks and to make connections. I believe NAC News can be the
catalyst that brings this together. Consider from among your contacts those
who would enjoy NAC news. Forward a
link to them, and if they are interested,
forward their email address to our ED
and we can put them on the list. Weekly
updates will then follow. This will help
us build a database of potential new
members. (Attract and Connect)
Next comes the valued and relevant information being generated by our Naval
Affairs folks. An initial “push” of a relevant report to a prospective member’s inbox will hopefully lead to a commitment
to join in order to receive regular updates

and new papers as they are produced.
(Engage and Commit)
As we build circulation with folks interested in our navy we also move forward with our goal of informing Canadians of the importance of supporting
those tasked with supporting us.
An important step is to define our
“Member Market”, those we wish to attract and connect. Historically, these were
retired naval officers, but is now expanded to include anyone with a keen interest
in naval affairs, including serving men and
women. So, I challenge you all to consider
people you know or those you meet who
are in this “market”. Make the connection, and we on the Bridge will follow up
with engagement that hopefully leads to
commitment as a member.

The Naval Association of Canada:
•

Actively supports the Royal Canadian Navy.

•

Educates. We do not lobby.

•

Produces position papers, not opinion papers.
Members are encouraged to state opinions, but NAC
does not.

•

Educates all politicians of all parties for they will
certainly change and naval ships are around for many
political cycles.

•

Welcome all who are interested in ensuring Canada
has a capable and effective Navy for all three oceans.

•

Has local Branches in many major cities across Canada
with local activities, social and otherwise.

The Front Desk
David Soule, Executive Director

A new path forward for Starshell
It is October and we have finally published the 2018 Summer edition. I do
consider this a bit of what some would
say is a “moment” on my part, as I forgot
that the usual cast of characters and pirates I associate with take their holidays
and travel in September after most of the
full-time working and school-age folks
have enjoyed the summer. All-to-say, my
expectation of tying up loose ends for this
edition were somewhat derailed!
So where are we at? NAC Branches are
standing up their Fall program, our new
Naval Affairs program team has just finished its first batch of products for distribution, and a number of your National
Directors have been busy with a number
of other initiatives. The following highlights some of the activities—positive
and negative—that have taken up most
of NAC National’s time since the last
Starshell.
NAC Website
After sorting through frustrating technical issues, we are now able to more easily
update the website. Other related website
initiatives include refreshing the look and
feel of the site, something that needs to be
done every so often. The new look will incorporate features to enhance the profile
of Naval Affairs, including an ability to use
Twitter and other such social media tools
to advertise what we do and our products.
We also want to update the messaging of
our webpages to make them appear to be
less book-like in their appearance and use
more simple, straightforward messages.
Starshell
As you are well aware the future viability of Starshell, at least in its present
form, is a major concern. Publishing and
distributing Starshell as we currently do is
unaffordable and is consuming a signifi-

cant portion of NAC’s funds. As a result,
the current plan is to publish an electronic
only version for the Fall edition. That said,
we are exploring how best to service those
members who do not have electronic access as well as ensure those who receive
Starshell as part of our outreach continue
to receive the publication. This includes
the RCN as well as members of Government who are involved in committees for
defence and national security. Over the
next two months I will examine options
on how to do this affordably, without
causing too much additional burden on
Branches and the membership.
While some may express dismay at
the demise of the print version—an option under study is to print one edition
per year—I think we have a good product. The editor and I (and others) remain
committed to producing a quality product and are exploring the best ways to
make Starshell available in an electronic
format that is easy to use. We also strongly
encourage you as members to consider
writing an article for publication. We
need to ensure the more recent history
of our navy is told and that our members
have another option to be informed with
regard to our naval affairs messaging.
NOABC 100th Anniversary
In support of NOABC’s 100th anniversary celebration, NAC will be holding
a Special Meeting in Vancouver during
the first week of October 2019. This is
a historic occasion that will take place in
a beautiful city and the NOABC team is
working hard to develop a great program
so we hope you plan to attend. Over the
coming months, details of the plan for this
celebration will be forthcoming. We hope
you consider including this event in your
travel itinerary for 2019.

NAC Awards
I want to congratulate those awarded
2018 NAC Medallions for their service
to their Branch and NAC National. Your
names appear on page 8. I encourage all
NAC members to consider submitting
names for the 2019 award selection. The
process is simple and this is not a competition. All you need to do is follow the
guidance in the administration manual
and submit the nomination. NAC has a
number of other ways to recognize members who serve this organization and these
awards are detailed in the admin manual.
Take a moment and consider recognizing
a worthy NAC member at your Branch.
Administration and Governance
Thanks to some very detailed and
time-consuming effort by national board
member Mike Hoare, we have aligned our
corporate documents. These have been
uploaded to the website. You will note that
we have also updated the various forms
used by members and have posted these
on the webpage with which they are associated. If you see an error, let me know!
Seeking Starshell writers
Did you know it has been over 10 years
since the RCN’s MCDVs were tasked to
conduct counter-drug operations as part
of Op Caribbe, in the Caribbean and off
the western coasts of Central America? If
you know of someone who could write
short article and summarize these operations for Starshell please let me or our
editor Carmel Ecker know.
In closing, it has been a busy summer
for your editor-in-chief, especially in regard the future of Starshell. That said, I
look forward with much enthusiasm to
the launch of our naval affairs program.
This has been a significant effort and requires your support for it to be a success.
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Capt (N) (Ret’d) Hugues Létourneau presenting Gate Vessel watercolour to Commodore Marta Mulkins, on behalf of his officer training year.

Hamish Berchem: Keeping the flame burning
By Hugues Létourneau
An outstanding naval officer died last
spring; his passing going relatively unnoticed by almost all serving naval personnel. His name was Hamish Berchem, and
today’s naval reserve owes him—and a
handful of others like him—a greater
debt of gratitude than it realizes.
Commander F.R. (Hamish) Berchem
(1931-2018), born in Scotland, was a
submariner in the Royal Navy, a Toronto
high school teacher, and a Federal public servant. He was CO of HMCS York
in the early 1970s, and commanded the
Gate Vessels HMC Ships Porte St. Louis
and Porte St. Jean during this period.
In the summers of 1973 and 1974,
he commanded a squadron comprising
these two ships, training naval reservists
6 | Starshell Spring 2018

while simultaneously supplying several
outports in Newfoundland and Labrador.
Hamish was also a naval artist of
some renown, and regularly published
his artwork in the NAC’s Starshell, and
elsewhere. He was also a member of the
Canadian Society of Marine Artists.
Cdr Berchem was one of a small
handful of command-qualified officers
in the early 70s who commanded Gate
Vessels (others were Rowland Marshall,
Bob Price, Al Horner, Michael Hadley
and Robin Knapp-Fisher).
Naval reservists were able to go to sea,
obtain Bridge Watchkeeping Certificates
and learn seamanship when these were
scarce commodities for reservists. When
the navy and the naval reserve almost

collapsed after armed forces unification,
these officers were able to pass on the
crucial expertise that would help the
reserve rise again when better times
returned.
Berchem painted a watercolour in
1973, depicting his ships alongside in
Nain, Labrador, the northernmost point
ever visited by Gate Vessels: proof of this
outstanding officer’s professionalism,
leadership and expertise. The 1972 naval reserve officer training year (ROUTP
72) purchased this watercolour from
Cdr Berchem’s estate, and presented it
to the Naval Reserve on July 11, 2018.
Hugues Létourneau, a member of
ROUTP 72, served 44 years in the Naval
Reserve and sailed in four of the Navy’s
five Gate Vessels.

Petition to protect ocean war graves
By Patrick White,
Project Naval Distinction
In support of the effort to provide
protection for Canada’s Ocean War
Graves, an initiative started by WWII
Veteran and Merchant Navy Captain
(ret’d) Paul Bender, Project Naval Distinction, has launched an official Parliamentary e-petition to generate further
interest amongst the public. Currently,
under Canadian law, there are no protections for the remains of up to 1,200
Canadian sailors and merchant mariners resting in Ocean War Graves.
Captain Bender and Patrick White,
Founder of Project Naval Distinction,
presented to the House of Commons
Transport Committee in the spring to
requesting Parliament take action to
protect Canadian warships and merchant navy ships that contain the remains of our fallen sailors. The Committee adopted the recommendations
of Captain Bender and Mr. White.
The government response to the
committee’s report this fall was favourable. In a letter to Committee Chair
Judy Sgro, Minister of Environment
and Climate Change Catherine McKenna acknowledged the gap in the protection of ocean war graves. She wrote
that the governent was “open to amending Bill C-64—the proposed Wrecked,
Abandoned or Hazardous Vessels Act—
to allow existing legislative regulation
making authorities for the protection of
wrecks that have heritage value to be
applied to wrecks of vessels or aircraft
of Canadian military forces and of foreign military forces.”
Parks Canada Agency and DND are
working with other supporting departments to create a protection framework
for such wrecks, wrote McKenna.
She also said steps would also be
taken to protect Canadian vessels in
foreign waters.

With the next federal
election one year away...
there is a real risk that
protection for Canada’s
Ocean War Graves may
fall off the agenda for at
least another year-anda-half.
While this response is encouraging,
the battle is not totally won and there
is a sense of urgency involved with the
petition.
With the next federal election one
year away, Canada’s federal parties are

already beginning to focus on the campaign. This means there is a real risk
that protection for Canada’s Ocean War
Graves may fall off the agenda for at
least another year-and-a-half.
E-petition 1637, sponsored by Member of Parliament Kelly Block (Carlton
Trail—Eagle Creek), is available for signature until Oct. 24, 2018 and requires
a minimum of 500 signatures to be presented in the House of Commons, after
which the government will be required
to respond.
Signing the petition is a tangible way
that Canadians can ensure their fallen
sailors remain undisturbed at their final resting place, especially in time for
the 100th anniversary of the Canadian
Remembrance Day.
Do more than pause for 1 minute on
November 11th. Take 30 seconds now
to ensure those who made the ultimate
sacrifice are given the protection and
respect they deserve.

Canadian citizens and permanent residents can sign the petition here: https://petitions.ourcommons.ca/en/Petition/Details?Petition=e-1637 and
are strongly encouraged to share this with friends and family.
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In Brief
HMCS Haida now the RCN’s ceremonial flagship

NAC Medallion Awards 2018
By David Soule
On behalf of your National President and
NAC National Board of Directors, I am pleased to
announce the following NAC Medallion Awards
for 2018. Our sincere congratulations to all of
you who have worked so hard to support NAC
activities and our organization.
NAC Silver Medallion
Howard (Howie) Smith – NACO
William (Bill) Thomas – NAC Toronto

As the representative of the Naval Association of Canada, I attended the commissioning of HMCS Haida as the Ceremonial Flagship of the Royal Canadian Navy
on May 26th. The two individuals on each side of me are members of the Royal
Canadian Military Institute, which I also represented in my capacity of President
and Executive Director. It was an excellent event in perfect weather. -Mike Hoare

FOR SALE
Mess uniform was made by
Gieves and Hawkes of Saville Row London in 1987.
At today’s prices replacement would be well over
£ 3,000.
All reasonable offers will be
considered.
Will fit someone of about 5
foot 6 inches and weighing
about 140 pounds. Exact
measurements available for
anyone interested.
Steve Foldesi
Captain, RCN ret’d, RAN ret’d
Queensland, Australia
canki@bigpond.com
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NAC Bronze Medallion
Peter Bey – NACVI
David Collins - NACVI
Mark Fletcher – NOABC
David Reece – NOABC
Wayne Ludlow – NLNAC
The medallions will be forwarded to the appropriate Branch in the coming weeks. Pictures of the
individual presentations will be featured in the
next edition of Starshell.

Naval Association of Canada News
For the past few years NAC has generated a
weekly naval and maritime news compendium of
news article links and important relevant documents that aims to keep our members current to
global nautical news events. Many of these dayto-day events shape the future of RCN and their
operations around the world.
The NAC News is emailed out on a weekly
basis using the MailChimp app to many of our
members, and if you should wish to join the ranks
please email Executive Director Dave Soule at
executivedirector-nac@outlook.com or the Editor
Rod Hughes at rhughes@shaw.ca and they will add
you to the distribution.
If, as a member, you believe you have a good
candidate to potentially join NAC and would like
to set the hook by showing them the NAC News,
please contact the ED or the Editor. Past editions
of the NAC News may be viewed at http://nac-vi.
ca/news/

Deals for Veterans

Free baggage on Westjet and Air Canada
Currently serving and former members
of the Canadian Armed Forces (CAF)
now benefit from an enhanced baggage
allowance when they travel on a Westjet, Air Canada, Air Canada Rouge or Air
Canada Express Flight. These offers apply
to both duty and leisure travel.
Through Westjet, all currently serving and former members of the CAF
can check four pieces of luggage free of
charge.
Through Air Canada, all currently serving and former members can check three
pieces of luggage free of charge, each
weighing up to 32 kg (70 lb).
After completing their check-in, members should see an airport agent to have
their baggage fee waived upon presentation of military identification.
Acceptable forms of Canadian military

Because we deliver.

identification are:
a. Canadian Forces member or veteran
CFOne card (with photo ID)
b. Canadian Forces identification card
(NDI 20)
c. Record of Service Card (NDI 75)
d. Certificate of Service (CF 54) or the
identification card (CF 75), both available
from director military careers administration.
These discounts are made possible by
the CF Appreciation Program, which offers members of the caf community access to goods and services at discounted
rates.
For inquiries about: certificates of service; CF 54, record of service; identification card – NDI 75; and service pins, call
1-866-240-6726 or email: dgmc-releasedgcm-liberation@forces.gc.ca.

Pictured: Asterix leading the way at RIMPAC 2018

There is a reason why we are Canada’s largest, highest
capacity, most experienced and longest-established
shipbuilder. There is a reason why we are the only Canadian
shipbuilder that exports products. There is a reason why US
naval shipbuilders have counted on us for decades.
It’s because we deliver.
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2017 NAC Endowment Fund Report
Every year, the NAC Endowment
Fund trustees provide a summary of the
Fund activities for the previous year.
In 2017, the Fund received donations
totaling just under $72,000, which included a contribution of about $30,000
that was directed toward the upkeep
of the Battle of Atlantic memorial in
London, Ontario.
Our investment portfolio continued
to perform well and we were able to increase the granting level while continuing
to build the portfolio. At the end of 2017,
the portfolio had a market value of just
over $875K. In doing this, your trustees
are working toward two objectives:
• to continue to make grants that are
consistent with NAC’s mission
• growing the fund, which in turn
will allow us to increase the grants
The trustees would like particularly
to mention the following notable donations during the year:
• We were privileged to receive a
generous directed contribution toward the long-term upkeep of the
Battle of the Atlantic Memorial in
London, ON. This will allow us to
assist with that project over a number of years.
• We received a number of donations
in memory of Andy Irwin, who
many will remember as the force
behind the national essay contest
in 2010.
• We received a generous donation
of $5,000 from the Edmonton Naval Community Committee, which

represents naval reserves, serving
naval officers, RCNA, sea cadets
and navy league cadets.
We would also like to acknowledge
the generosity of the members of NAC
Vancouver Island. That branch had 36
percent of their membership contribute
to the Fund—the highest participation
rate of any branch.
In 2017, the Fund made grants totaling $33,500 (from requests totaling over
$50,000). These were as follows:
Remember the Past
• $3,000
contribution
toward
upkeep of the Battle of Atlantic
Memorial at HMCS Prevost
(London).
• $500 to the Royal Canadian Military Institute toward the cost of a
portrait of Cdr. A. C. Turner, RCNVR, who was the first naval officer to serve as president of RCMI.
Support Today’s Navy
• $3,000 to the Naval Museum of
Alberta to install the anchor from
HMCS Preserver at the museum.
• $1,000 to the Crow’s Nest
Officers Club to assist with their
creation of a digital library.
• $8,000 to the Canadian Naval Memorial Trust to fund a Shipboard
Safety Communication System to
provide for preservation of artifacts
aboard HMCS Sackville.
• A $7,000 contribution to the
Metro Vancouver Naval Monument
Society to assist with their project
to install a shipbuilding monument

				

HAVE OLD PRINT COPIES OF
STARSHELL LYING AROUND?
The Naval Museum of Manitoba wants them!
Please address to:
Claude Rivard, Curator, Naval Museum of Manitoba,
1 Navy Way, Winnipeg MB R3C 4J7
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in North Vancouver.
Build the Future
• $5,000 to the Royal Canadian Sea
Cadet Education Fund (RCSCEF)
for scholarships.
• $2,500 to the Quadra Foundation
to fund scholarships for former
HMCS Quadra cadets.
• $2,500 to defray the costs of a
training trip by sea cadets from
RCSCC Centurion, Kanata, to
RCN facilities in Halifax.
• $1,000 prize for an essay contest
at RCSCC Victory (Montreal) to
develop research and writing skills
among CIC officers and sea cadets.
The need for funding to support the
type of work we do is ongoing. Typically,
the deserving requests for grants are
considerably in excess of what we are
able to fund and there is every reason
to expect that the level of requests will
grow as the NAC Endowment Fund
becomes better known. As your trustees, we ask your continuing support to
assist us to grow the fund. Tax-deductible contributions can be made at any
time (there is a donation form on the
opposite page) and donations can also
be made through Canada Helps, by donations of securities or as part of your
estate planning.
Thank you for your support!
Your trustees:
Michael Morres (Chair)
Derek Greer (Treasurer)
Richard Lewis
Doug Plumsteel

NAC Endowment Fund Donation
Money raised through the NAC Endowment Fund allows our association to meet its mandate of increasing
the awareness of Canada as a maritime nation and bringing attention to the critical role our Navy plays in
the protection and development of our maritime interests.

✓Yes, I want to help!
I want to support our Naval Heritage and Endowment Fund with
my cheque, which is my enduring property gift for:
$100 ____ $500 ____ $1,000____ Other amount $ _____________
Name________________________________________________________
NAC Branch (if applicable)________________________________________
UNTD____ Venture____ Other____ (Check all applicable)
Address______________________________________________________

Please make your cheque payable to “NAC
Endowment Fund” and mail to:
NAC Endowment Fund
PO Box 42025 Oak Bay
2200 Oak Bay Avenue
Victoria, BC V8R 6T4
Receipts will be provided for income tax purposes
(in the case of a donation through Canada Helps,
they will be issued by that organization). The Canada Revenue Agency charitable registration number is 11924 6551 RR0001

City _________________________________ Province________________
Postal Code ____________ Phone (

)_________________________

Other donation options

OR Donate Online

___ Check here if you wish to donate securities to the Fund (there are tax advantages to
using this approach). The necessary information will be sent to you.

If you wish, you may donate on-line through Canada Helps. Go to
www.CanadaHelps.org, enter Naval Association of Canada in the
search field, and follow their instructions.

___ Check here if you wish to leave a legacy
to the Fund. We will send you information on
including the Endowment Fund in your will.

Email_________________________________________________________
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NAC Endowment Fund Donors 2017
We would like to thank all our donors for their generosity. It’s through these donations that NAC can continue to support
deserving individuals and organizations dedicated to preserving our naval history, advancing current naval initiatives and planning
for the future.
$1,000 or greater
Campbell, Brooke S.
Cooper, H. A. (Mike)
Dee, Stanley
Drent, Jan J
Edmonton Naval
Community Committee
Harrison, Ronald E.
Kingsmill, Thomas Frederick
McBain, A. Ross
$500 to $999
Bruneau, Gaston
Driega, A.W.
MacLauchlan, Allan
McCloy, Roderick H.
McIlwaine, Robert
Morres, Michael
Page, Simon
TELUS Cares
$250 to $499
Addison, Tim
Baker, Alistair
Bate, C. Derek S.
Bell, John A.
Bowkett, Edmund G. A.
Fournier, Larry
Gooch, Prof Bryan N. S.
Grant, John A.
Hyde, Peter
Kowalchuk, Reginald
Naval Assn of Edmonton
Plumsteel, Doug
Schober, George
Smith, Howie
Sparkes, K. D.
Zuliani, Anne
Zuliani, Ray
$101 to $249
Anderson, John
Barber, Maitland J.
Beaubien, Claude

Campbell, Peter
Chisholm, F. Merritt
Clayton, J. Lloyd
Critoph, David
Darlington, Robert
Davis, William E.
Edwards, Davis C.
Fletcher, David (Mark)
George, John C.
Greer, Derek
Gruber, John A.
Hare, H. Irvine
Healey, E. J.
Hoare, Dr Michael
Irwin, F. Elaine
Knight-Gorman, Anne B.
Littlefair, John
Lowes, Gordon
MacAlpine, James
MacKeen, Jim
Marshall, Rowland C.
Meloche, Terry
Nicholson, Chuck
O’Reilly, Eileen
Page, Michael
Pilypaitis, Linus A.
Robbins, Carl
Thomas, William C.
Traves, Peter
$100 or less
Abbott, Arthur H.
Abbott, Harry D.
Archer, Richard
Auns, Vilnis
Austin, James
Baird, A. Melvin
Baugniet, Robert N.
Beaudet, Pierre
Bey, Peter
Bialek, Murray
Bialkowski, Bill
Bissell, O.R.
Brossard, Michel

Broughton, W. J.
Brown, George B.
Brown, Robert C.
Calado, Sergio
Cale, Jim
Campbell, P.A.
Campbell, W. L..
Chance, Peter
Chow, John
Clark, Gavin
Clark, Michael L.
Cornell, Bernard
Couturier, Gilles
Cowie, Jeffrey
Credit River Probus Club
Cumming, James M.
Dayton, E.
Del Col, Roy
Dodgson, James
Douglas, Peter T.
Duffy, Joseph
Dzioba, G.
Edwards, Robert
Eldridge, J. M.
Elliott, John S.
Ellis, M. B.
Ernst, Garry
Evans, Gary B.
Evans, Roger A.
Fenn, Frank
Frayer, David
Garnett, Gary L.
Gaynor, Peter O.
Glass, Saul
Hainse, Gilles
Hallett, Thomas
Heath, T. C.
Hendel, Hans
Herrndorf, Fred
Herron, Susan
Heseltine, Inez
Hinchliffe, Doug
Hinton, G.
Huntington, S. R.

Jessop, Pat
Knight, Charles J.
Ko, Russell
Lapointe, Jocelyne S.
Latewood, Margaret
Lessard, Yves
Little, James H.
Lo, Virginia
Ludlow, Wayne
Macintosh, Macgregor
MacKay, Jewell Elizabeth
MacKay, Roy Allan
MacKenzie, Roddy
Maginley, Charles D.
McDonald, Donald W.
McLeod, Frances
Melville, Bruce
Milne, Terry
Mitchell, David H.
Mitchell, Robert D.
Moore, Russell
Murison, V. A. H.
Murphy, Tom S.
Murray, John B.
Nash, John
Nash, Rev Bryon W.
Nelson, Meredith
Nesbit, Keith
Nicholson, Elizabeth
Nixon, Robert C.
Okros, Richard D.
Oland, Richard
Paddock, Lin
Pappas, Constantine A.
Parker, E. Stanley
Pastorius, Walter
Patterson, Gordon
Paypal Charitable Giving
Fund
Pettigrew, Gaston
Porter, H. Timothy
Power, J. Kevin
Raven, Donald W.
Reader, Peter V.

Reynolds, Frank G.
Robarts, Dr Simon
Robinson, Bruce W.
Roots, Fred F.
Rowland, Douglas
Rushton, David
Savage, Robert L.
Schramm, Gilbert
Scott, Graham W. S.
Shaw, L.
Shead, William
Shenstone, Peter W.
Sherwood, F.
Smith, Brent
Smith, Calvin A. H.
Smith, Gordon F.
Soule, David
Spence, Hugh
Sterling, F.
Stewardson, P.
Stock, David J. B.
Taillon, Pierre
Tate, M.
Taylor, William
Thomas, John F.
Turner, Migs
Van Den Bossche, Mark J.
Villeneuve, Hugues
Waal, Eric
Walker, N. R.
Ward, Peter
Watkins, Robert A.
Wheeler, Lorne
White, Robert W.
Whiteley, Nigel
Wilson, Donald W.
Woznow, Harry
Wyatt, Rachel
Wynnyk, Jerry

If you made a donation through your branch in 2017 and your name does not appear here, please contact your branch treasurer.
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A GLOBAL AMBITION INSPIRED
BY CENTURIES OF INNOVATION

Naval Group is Europe’s leader in naval defence with a strong heritage
that stretches back nearly four hundred years
The products we offer our clients are as ambitious as they are complex.
The innovative solutions we develop safeguard national security interests.
To find out more, go to naval-group.com

Naval Affairs
CHARTING A COURSE
By Ian Parker
Canada is a nation built on trade,
much of which moves north and south
to the USA. This has led Canadians and
their governments to think and act “continentally”, resulting in what some call
“Maritime Blindness”. Essentially, and
regrettably, Canadians have little awareness or understanding of the critical role
the oceans play and have played in our
defence, security, history and economy.
Canada exists in a maritime world, not
in a continental world. But there has been
little effort, over the years, to nurture a
maritime mindset in Canadians or Canadian institutions. This has resulted in little understanding of the critical importance of the oceans and Canada’s internal
waterways. A case in point is the continued political and ideologue agendadriven conflict over the movement of
Canadian oil and gas.
This lack of understanding permeates
through Canadian media and influencers. Maritime blindness, coupled with a
deficit in strategic defence and security
comprehension, has resulted in Canada
providing limited capability to defend

her sovereignty and yet openly flaunting
a parasitic reliance on the USA for defence, security and trade. Until Canada
can diffuse this maritime blindness, this
country and its citizens will continue to
lack strategic vision in defence, security
and trade.
There is no single collective knowledge base of naval or maritime information in Canada. This lack, including an
institutional lack, of a centre of naval
and maritime information hinders our
collective evolution to a maritime state.
NAC Naval Affairs is now attempting to
fill this void by establishing what is essentially a centre of excellence in naval
and maritime knowledge in Canada.
The 2017 AGM approved a new Naval
Affairs strategy based on this vision: “To
be a nationally recognized and valued
source of naval and maritime strategic
thought and information with the intent
of-informing and educating Canadians
about Canada in a maritime world and
to explain the application of sea power
in Canada’s national interest.”
Since that AGM decision, implementation of the NA strategy has been un-

derway. Competitions were run to select
a new Coordinator NAC Naval Affairs
with Dr. Ann Griffiths of Dalhousie University being the successful applicant,
and a new NAC Naval Affairs Research
Coordinator, for which Dr. Adam Lajeunesse of St Francis Xavier University was
selected. See their biographies on the
right.
These exceptional individuals have set
in motion research activities that will lay
the foundation of what is called the Naval Affairs Knowledge Base. Additionally, activity is underway to update the
NAC website. There is also the possibility of creating a stand alone Naval Affairs
website and a twitter account focused
on Naval Affairs.
In addition to these critical activities,
NAC Naval Affairs has contracted Dr. David Perry to undertake a comprehensive
study of the National Shipbuilding Strategy from inception to implementation.
These are exciting times for Naval Affairs. In allied countries that understand
the importance of sea power in the national interest, nationally established and
well-respected centres of excellence—
supported by their nation’s navy—focus on naval and maritime issues. Good
examples are the American USN Naval
War College and the Australian RAN Sea
Power Center.
This has not happened in Canada.
NAC Naval Affairs is focused on filling
this void. It will be a challenge for a volunteer organization; hence, the importance of Doctors Griffiths and Lajeunesse
and their work. In due course the NAC
Outreach Program will be re-invigorated,
seeking participation from all of our
Branches to reach out to Canadians.
In conclusion, NAC Naval Affairs is
working hard to establish a centre that can
speak to Canadians about the importance
of the world’s oceans, counter the myths
created by selected organizations and mitigate Canadian maritime blindness.

MEET THE TEAM
Dr. Ann Griffiths, Coordinator Naval Affairs
Dr. Ann Griffiths received her B.A. (Hons) from
Queen’s University, her M.A. from The University of Calgary, and her Ph.D. from Dalhousie
University.
For the past 20 years she has been at Dalhousie University teaching for the Department of Political Science and writing/editing for the Centre for Foreign Policy Studies
(now the Centre for the Study of Security
and Development). Her specialty is international relations and she has taught courses such as World Politics, Global Conflict and
Violence, and Human Rights, among others.
For about 10 years she also taught The Canadian Forces in Modern Society (POE 206)
at Stadacona naval base for RMC/DND as part of the OPME program.
In her work with the Centre, she was mainly involved in the maritime security activities that the centre used to undertake. She organized a number of conferences and
workshops, including a series of workshops about the NSPS/NSS. She has written and
researched extensively on defence and security matters, particularly maritime security.
Dr. Griffiths also has edited Canadian Naval Review since its inception in 2005. In this
capacity she has created an extensive network of contacts in the RCN, USN and RN.
And she has participated in a variety of DND-sponsored roundtables and conferences.
Dr. Adam Lajeunesse, Naval Affairs Research Coordinator
Adam Lajeunesse, PhD, is the Irving Shipbuilding Chair in Canadian Arctic Marine
Security Policy and an Assistant Professor at
the Mulroney Institute of Government at St.
Francis Xavier University.
He is the author of “Lock, Stock, and Icebergs” (2016), an award winning political
history of the Northwest Passage, as well as
co-author of the 2017 monograph “China’s
Arctic Ambitions and What They Mean for
Canada”, and co-editor of “Canadian Arctic Operations, 1941-2015: Lessons Learned,
Lost, and Relearned” (2017).
Dr. Lajeunesse works on questions of Arctic sovereignty and security policy and has
written extensively on CAF Arctic operations, maritime security, Canadian-American
cooperation in the north, and Canadian Arctic history.
He is a fellow of the Canadian Global Affairs Institute, the Arctic Institute of North
America, and the Centre for the Study of Security and Development and sits on the
editorial board of the Canadian Naval Review. He is a regular lecturer at the NATO
Defence College (Rome) and an academic participant in the bi-annual Arctic Security
Working Group.
He has frequently been invited to lecture to government and defence audiences through
Expert Briefing Series’ managed by DND, CISIS and GAC. He has participated in GAC’s
academic consolations developing the department’s new Arctic Policy Framework, and
with DND in its Expert Stakeholder Consultations to develop “Strong, Secure, Engaged”.
In addition, Lajeunesse has presented evidence on northern defence to the House of
Commons Standing Committee on National Defence (on northern defence) and to the
British House of Commons Defence sub-Committee.

NAVAL AFFAIRS
PROGRAM
WILL KEEP
CANADIANS
INFORMED
By Dr. Adam Lajeunesse
For the Canadian security community, the Department of National Defence’s July survey on
public awareness of this country’s
military and its role in our society
was a disappointment. That awareness was low across the board and
virtually non-existent amongst
younger respondents.
Canadian politician Raoul Dandurand once said that Canada is
a “fireproof house, far from inflammable materials;” that sentiment, stemming from our secure
geographic position and powerful
neighbour, remains very much
alive today. This security has been
a blessing, but it has also led to a
chronic underappreciation of the
forces that keep Canada safe and
defend her interests abroad.
The Naval Affairs Program will
fight against this trend by providing a wealth of accessible material
to anyone interested in learning
more about the Royal Canadian
Navy. Extensive bibliographies
will support student research
while a new series of briefing notes
will offer everyone, from interested civilians to policymakers and
politicians, a quick overview of
many of the most important topics surrounding the navy today.
As this program evolves, more
material will become available to
connect Canadians to the navy
and raise awareness and appreciation for the service that does so
much to protect this country and
support our shared prosperity.
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Landsat Island
the Labrador coast
Landsat Island photo taken by David Gray Aug. 2, 1997.
By David H. Gray
It measures 25 metres by 45 metres
(27 yards by 49 yards), about half the
size of a football field. It is so small that
you cannot see it on Google maps. This
barren bit of rock off the east coast of
Canada also has an unusual namesake:
the Landsat 1 satellite.
The small size is actually what made
the island notable in 1973, when it was
initially discovered. Betty Fleming, a researcher with the Topographic Survey
of Canada, was hunting for uncharted
islands and rocks amidst data from
the new Landsat 1 satellite—originally
called Earth Resources Technology Satellite 1, or ERTS 1. She was particularly
interested in the new satellite’s ability
to find small features. Working with the
Canadian Hydrographic Service, Fleming scanned images of the Labrador
coast, an area that was poorly charted.
About 20 kilometres (12 miles) offshore, the satellite detected a tiny, rocky
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island that eventually came to be known
as “Landsat Island.”
The name came with some controversy. According to Bob Ryerson, who
worked with Fleming as an environmental scientist, Canadian federal protocol
only allowed for geographic features to
be named for people who were already
deceased, but Fleming fought for the satellite. The island was unofficially called

Landsat Island is difficult
to observe by satellite
because clouds often
shroud much of the
Labrador Sea in the
summer, and ice crowds
the water in wintertime.

ERTS Island for several years before it
was officially dubbed Landsat Island in
1979, after the satellite’s name changed.
The island is barely a speck on an
image captured on July 15, 2014, by
the Operational Land Imager (OLI) on
Landsat 8. Spanning no more than a
pixel or two, Landsat Island is difficult
to observe by satellite because clouds
often shroud much of the Labrador Sea
in the summer, and ice crowds the water
in wintertime. With one pass every 16
days, there are very few occasions when
a Landsat gets a clear view of the area.
The number of documented visitors
to Landsat Island is limited. It took a
few years after the discovery for hydrographers to verify the existence of
the island. About 20 years later, while
working for the Canadian Hydrographic
Service, I visited the area by helicopter.
I did not set foot on the island, but took
aerial photographs (including the one
above) and tagged the location with the

helicopter’s GPS. I was responsible for calculating Canada’s maritime boundaries so they
could be correctly shown on nautical charts,
and Landsat Island was one of a hundred
points I was verifying.
Perhaps because of the limited number of
visitors, the exact composition and origins of
Landsat Island are unknown. Nearby Home
Island is composed of 2.8 billion-year-old Archean rocks that were once part of an ancient
landmass connected to Greenland, according
to Richard Wardle, a geologist who mapped
this area. About 80 million years ago, plate
tectonics split the land apart and opened the
Labrador Sea.
Beyond its role in satellite trivia, Landsat Island is not particularly notable. There’s no vegetation on it, not even grass. It’s just like any
other barren rock.
Note from the author: Landsat Island is not
an isolated occurrence off the coast of Labrador.
There are many other isolated small islands,
rocks, and low tide elevations (drying rocks in a
mariner’s parlance). My 1997 survey covered
about 60 miles of coast and spotted about 50 features that needed rough dimensions, height and
location.

NASA Earth Observatory image by Mike Taylor, using Landsat data from the U.S. Geological Survey.
References
Fleming, E. A., & Lelievre, D.D. (1997) The use of LANDSAT imagery to locate uncharted
coastal features on the Labrador coast. Proceedings of the 16th Annual Canadian Hydrographic Conference.
Gray, D. H. (2000) Discovering Rocks off Labrador: A Photo Essay. IBRU Boundary and
Security Bulletin
NASA Landsat Science Web (2006, April 19) Landsat Island. Accessed April 6, 2018.
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The US Navy’s Crisis in Seamanship & Navigation
Article courtesy of Pronotes, The
RCN Shiphandlers’ Journal
In 2017, the Unites States Navy was
rocked by a series of at least four collisions and groundings that resulted
in the deaths of 17 sailors, loss of significant operational capability, and tremendous damage to the reputation of
the USN. Two of the case studies are
expanded on below. Others can be
reached through the links.
As a result of these and the other
incidents, the USN has moved quickly
to examine its training and procedures.
The Strategic Readiness Review 2017,
prepared for the Secretary of the USN,
has suggested that a series of decisions
in training and readiness conspired to
seriously deteriorate professional mariner skills within the USN. It recommends taking significant steps to address these identified shortcomings.
Two points in the Strategic Readiness Review are worthy of note here.
The first was to do with the ever-present and increasing challenge of mastering new technologies and integrating
them into longstanding best practices.

The Review stated, “Automation and
technological advances…do not reduce the need for deep naval mastery,
in fact, quite the opposite.”
The second point was a recognition that current trends in naval officer career development and employment present a real challenge to our
ability to maintain that deep naval
mastery referred to above. The review stated this very bluntly: “Defence guidance [has] shifted the focus of officers’ careers toward more
joint and broader experience at the
expense of honing deep maritime operating skills.”
Both of these points serve to remind
us that the Naval Warfare Officer profession must be rooted in the business
of going to sea and driving ships. It’s
not a new message, but one which we
can be in danger of overlooking with
all the pressing needs of professional
development. Mastery of our profession requires an ongoing effort in study
and practice.
Following are two of the USN incidents, covered in some detail, and an

analysis.
The case studies below are largely
extracted directly from sections of the
following U.S. reports:
• USN Strategic Readiness Review
2017
• US Chief of Naval Operations Memorandum 23 October 2017:
• US Fleet Forces Command: Comprehensive Review of Recent Surface
Force Incidents – 26 October 2017
• USS John S. McCain Collision with
ALNIC MC in Singapore Strait, 21
Aug 2017
• USS Fitzgerald Collision with ACX
Crystal in Sagami Bay (Approaches
to Tokyo), 17 June 2017
• Grounding - USS Antietam, Tokyo
Bay, Jan 2017
• USS Lake Champlain Collision with
Nam Yang 502 May 2017
• https://maritime-executive.com/
editorials/collisions-show-that-navyway-is-the-wrong-course#gs.L3wtTVQ
• https://romeosquared.eu/2017/
11/03/critical-review-of-lessonsfrom-us-warship-collisions/

USS John S. McCain (DDG 56) Collision with ALNIC MC
On the morning of 21 August 2017 USS
John S. McCain was preparing to enter the
Singapore Strait for transit to Sembawang,
Singapore. The ship completed a full Navigation Brief the day before that included
the estimated time of 0500 to enter the
Traffic Separation Scheme (TSS) and subsequent passage in close proximity to shoal
water. Although the XO and Navigator
recommended setting the Sea and Anchor
Detail at 0500, the CO decided to delay
stationing the detail until 0600 in order
to give the crew more time to rest and to
minimize the chance of a man overboard
during hours of darkness. As mitigation,

the CO planned to be on the Bridge for
the entire transit and in fact arrived on the
Bridge at 0115 and remained there until
after the collision.
Of the Bridge watchstanders, the Junior
Officer of the Deck (JOOD), the Boatswain’s
Mate of the Watch (BMOW), and the eventual Lee Helmsman (Lee Helm) were on
temporary duty from the USS Antietam (CG
54) to provide these sailors underway time
for qualifications while USS Antietam was
under-going repairs. Although the watchbill listed the USS Antietam sailors as qualified, the BMOW and JOOD qualification
dates coincided with the day they reported

to USS John S. McCain, and they conducted
no requalification events. The Lee Helm
qualified as Helm/Lee Helm within a few
weeks of reporting to USS John S. McCain.
After entering the TSS, the CO noticed that
the Helmsman was having difficulty both
steering the ship and adjusting the ship’s
speed due to prevailing environmental
conditions. The CO ordered the OOD to
separate the control of steering and thrust
to two separate stations: the Helm and Lee
Helm. While attempting to execute this order, the Bridge watchstanders unintentionally transferred steering control to the Lee
Continued on page 20
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Continued from page 19

Helm console and “un-ganged” the throttles (i.e., separated the port and starboard
throttle controls from a coupled control to
individual throttle control).
Complicating the execution of the order
was a series of watch reliefs for meals then
in progress among the various watchstations and a lack of posted procedures for
transfer of throttle and steering control.
Recognizing that he no longer had control of steering, the Helmsman announced
a steering casualty (steering gear breakdown). The After Steering station was
manned in short order and attempted to
take emergency control. Due to confusion
on the Bridge about the nature of the casualty and the operation of the Ship’s Control
Console (SCC), steering control would be
inadvertently transferred among various
controlling stations four times within the
two minutes leading up to the collision.
As a result of this perceived lack of steering control, the ship began a slow turn to
port. After hearing the Loss of Steering casualty the CO directed the OOD to slow the
ship. The OOD ordered 10 knots and the
Conning Officer duly gave the order. The
Lee Helm executed the order and slowed
the port shaft, but did not recognize that
the throttles were not linked and that he
had control only of the port shaft.
Unrecognized by the watchteam, control
of the starboard shaft remained at the
Helm station for more than 60 seconds
after control of the port shaft was taken
by the Lee Helm. The speed change to the
port shaft slowed the ship but also increased John S. McCain’s rate of turn to
port as the starboard engines and shaft
remained ordered to 20 knots. The CO
then ordered a speed of 5 knots, but the
Lee Helm’s actions only reduced power to
the port shaft due to the individual throttle
control. The starboard shaft still remained
at 20 knots, exaggerating the rate of turn
even further. About three minutes after the
reported Loss of Steering casualty began,
John S. McCain regained positive steering control in After Steering and answered
Right 15 degrees rudder. About this same
time throttles were matched at the Lee
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Helm and the starboard engine and shaft
slowed to 5 knots. These actions were too
late to avoid collision with the ALNIC.
At about 0524, and because of the port
turn induced by the loss of steering control
and thrust control actions, the USS John S.
McCain crossed in front of ALNIC, and was
struck on her port quarter. Ten U.S. Sailors
were killed and five injured: Despite what
the watchstanders believed, there never
was a loss of steering casualty.
Primary causes of the collision were determined by the USN to be leaderships’ loss
of situational awareness in a high traffic
area and failure to follow safe naviga-

tional practices, coupled with watchstanders who were not proficient with steering
control operations or engineering casualty
response procedures. Contributing to the
collision were failures in basic watchstanding and seamanship among the Bridge and
Combat Information Center (CIC) teams;
a failure by these same watchteams to
take clear and decisive action to avoid
collision when in extremis; and the failure
of the Commanding Officer in assigning
and changing watchstanders, in ordering equipment configuration changes
in the TSS, and in failing to take prudent
measures to mitigate these risks.

0513: 226T/18 kts
0514: 226T/20 kts
0518: 230T/20 kts
0519: CO orders transfer of thrust control
0520: Entered TSS, 230T/20 kts
0521: Helm reports loss of steering, 229T/18.6 kts, ship in port turn
0522: 216T/18.4 kts; port shaft slowed, stbd shaft remains at 20 kts
0523: 194.5T/15.8 kts
0524: 178T/10 kts

LEGEND
CONTACTS
USS JOHN S. MCCAIN
ALNIC

0513: 226T/18 kts
0514: 226T/20 kts
0518: 230T/20 kts
0519: CO orders transfer of thrust control
0520: Entered TSS, 230T/20 kts
0521: Helm reports loss of steering, 229T/18.6 kts, ship in port turn
0522: 216T/18.4 kts; port shaft slowed, stbd shaft remains at 20 kts
0523: 194.5T/15.8 kts
0524: 178T/10 kts

LEGEND
CONTACTS
USS JOHN S. MCCAIN
ALNIC

Approx 0454

Radar contact was gained on the ALNIC nearly ahead of John S McCain on the port side, within 8 nautical miles. ALNIC was in the center of a
group of three other contacts traveling in the same general direction as John S McCain. Watchstanders did not discuss maneuvering intentions
with respect to these contacts.

0500-0524

John S McCain overtook several vessels just north of the eastern entrance to the Singapore Strait Traffic Separation Scheme. The closest point
of approach during these passages was as close as 600 yards.

0518

John S McCain turned starboard to course 230T, speed 20 knots. The Helmsman was compensating for the effects of currents with between
1 - 4 degrees of right rudder to stay on course 230T (see analysis on following page)

0519

The Commanding Officer noticed the Helmsman was struggling to maintain course while simultaneously adjusting throttles. The CO ordered
steering control separated from propulsion control, with duties divided between the Helm and Lee Helm watch stations. Splitting of the Helm
and Lee Helm was not previously discussed at the Navigation Brief or at any time prior to the CO ordering it.

0520

Supervisory watch stations reported that the Automated Identification System (AIS) representation of contacts was cluttered and “useless.”
Commercial traffic routinely reports positions via this system, enabling other vessels to use Global Positioning System (GPS) satellite information
to accurately determine their positions.

0520:03

John S McCain was overtaking motor vessel Guang Zhou Wan John S McCain was making 18.6 knots over ground. John S McCain closed
range from behind ALNIC on ALNIC’s starboard side.

0520:39

The Lee Helm station took control of steering in computer assisted mode. The shift in steering locations caused the rudder to move amidships.

0520:47

Lee Helm took control of the port shaft. Port and starboard shafts were both at 087 RPM/100.1% pitch.

0521

The Helm reported to his immediate supervisor that he had lost steering control. The supervisor informed the Helm to inform the officer in
charge of ship safety and navigation, the Officer of the Deck.

0521

The Helm reported loss of steering to the Officer of the Deck. The rudders were amidships. JSM was on course 228.7T, engines were all ahead
full for 20 knots. JSM was making 18.6 knots over ground and turning to port at 0.26 degrees per second. ALNIC was on course 230T, speed
9.6 knots, and was bearing 164T at a range of approximately 582 yards from JSM.

0521

The Conning Officer, the person responsible for issuing steering orders, ordered the Helm to shift steering control to the offline steering units,
1A and 2A.

0521

A loss of steering casualty on the ship’s general announcing circuit was announced and After Steering was ordered manned. After Steering is
an auxiliary station that has the ability to take control of steering in the event of a problem or casualty to the ship’s primary control stations.

0521:13

Steering units on the port rudder were shifted as ordered.

0521:15

Steering units on the starboard rudder were shifted as ordered.

0521:55

The first watchstander reported to After Steering. John S McCain did not have a complete delineated list of personnel to man After Steering in
the event of a casualty or problem

0522

John S McCain was on course 216.3T, speed 18.4 knots and was turning to port at a rate of approximately 0.2 degrees per second. Bridge
watchstanders followed the Commanding Officer’s order to change the lighting configuration to indicate a vessel not under command by the
International Rules of the Nautical Road.

0522:04

The Lee Helm took control of the starboard shaft. The port and starboard shafts remained at a speed of 087 RPM and 100.1% pitch. The Lee
Helm did not match the port and starboard throttles that control the speed of the shafts. John S McCain was on course 216.1T and turning to
port at a rate of approximately 0.25 degrees per second. Rudders were amidships.

Approx 0522:05

Approx. 0522:05 The Commanding Officer ordered the ship slowed with a reduction in speed to 10 knots.

0522:07

The command to the port shaft lowered speed to 44 RPM and 100.1% pitch. The starboard shaft remained at a speed of 87 RPM and
100.1%. Rudders were amidships. No bridge watchstanders were aware of the mismatch in thrust and the effect on causing the ship’s turn to
port.

0522:40

John S McCain was on course 204.4T, speed 16.6 knots and was turning to the left at a rate of approximately 0.41 degrees per second.

0522:45

The Executive Officer noticed the ship was not slowing down as quickly as expected and alerted the Commanding Officer. In response, the
Commanding Officer ordered 5 knots. This order was echoed by the Conning Officer. The CO did not announce that he had taken direct control of maneuvering orders as required by Navy procedures.

0523:00

The Conning Officer ordered right standard rudder. John S McCain was on course 194.5T at a speed of 15.8knots. ALNIC was on course
229.8T, 9.6 knots, and was bearing 097T from John S McCain at a range of approximately 368 yards.

0523:01

After Steering took control of steering in backup manual mode.

0523:06

The port shaft continued to slow. The starboard shaft was ahead at a speed of 87 RPM and 100.1% pitch. The port shaft order at this time
was 32 RPM at 81.1% pitch. JSM was on course 192T, speed 15.6 knots and turning to the left at a rate of approximately 0.5 degrees per
second.

0523:16

The Helm took control of steering at the helm station in Backup Manual mode.

0523:24

Throttles were finally matched at the Lee Helm station and both shafts were ahead to reach 5 knots. John S McCain was on course 182.8T,
speed 13.8 knots, and turning to port at a rate of approximately 0.54 degrees per second.

0523:27

Aft Steering Helmsman took control of steering. This was the fifth transfer of steering and the second time the Aft Steering unit had gained
control in the previous two minutes.

0523:44

John S McCain was on course 177T, speed 11.8 knots, and was slowly turning to port at a rate of approximately .04 degrees per second. The
ordered and applied right 15 degree rudder checked JOHN S MCCAIN’s swing to port and the ship was nearly on a steady course.

0523:58

ALNIC’s bulbous bow struck JSM between frame 308 and 345 and below the waterline.
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USS Fitzgerald (DDG 62) collision with ACX Crystal
In the morning of 16 June 2017, USS
Fitzgerald departed the homeport of Yokosuka, Japan for routine operations. The
weather was pleasant with unlimited visibility and calm seas. After a long day of
training evolutions and equipment loading
operations, Fitzgerald proceeded southwest
on a transit to sea from the Sagami Wan
operating area at approximately 2300.
By 0130 hours on 17 June 2017, the approximate time of the collision, Fitzgerald
was approximately 56 nautical miles to the
southwest of Yokosuka, Japan, near the Izu
Peninsula within sight of land and continuing its transit outbound. The seas were relatively calm at 2 to 4 feet. The sky was dark,
the moon was relatively bright, and there
was scattered cloud cover and unrestricted
visibility.
At approximately 2300 local Japan time,
both the Commanding Officer and Executive Officer departed the bridge. As the
Fitzgerald proceeded past Oshima Island
the shipping traffic increased and remained
moderately dense thereafter until the
collision.
As USS Fitzgerald approached the point
of collision, Bridge and CIC watchstanders
were poorly monitoring surface traffic and
as a result were unaware of multiple contacts within ten miles of the ship. Shortly
after 0100, a crossing situation developed
between USS Fitzgerald and three large oncoming merchant vessels, all of which were
transmitting on AIS. The merchant ships
were eastbound through the Mikomoto
Shima Vessel Traffic Separation Scheme,
traveling in close proximity to each other
on similar courses with two overtaking the
third.
The OOD decided to maintain course and
speed, predicting that Fitzgerald would
cross 1500 yards ahead of what she recognized as a crossing vessel with the right
of way, and began to prepare a contact report to inform the CO. Shortly before the
collision, the JOOD sighted visually, and
informed the OOD of a closer than anticipated contact, the ACX Crystal to starboard
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and recommended slowing.
The OOD, confused between what she saw
and what she intended with the crossing
situation, ordered right full rudder in order
to pass behind the merchant. However, before that order was executed, in an attempt
to turn away from the merchant, the OOD
reassessed and improperly ordered the conning officer to come to full speed, and then
flank speed ahead, and then ordered a full,

and then hard left rudder.
Simultaneously, the ACX Crystal began to
turn to the right. Neither the USS Fitzgerald’s nor ACX Crystal's final maneuvers
were effective to steer clear of danger.
At 0130, the merchant vessel's port bow
impacted USS Fitzgerald’s starboard side
amidships and caused significant damage
above and below the waterline. Seven U.S.
sailors were killed and three were injured.

Figure 5 – Illustration of Approximate Collision Location
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0000

Fitzgerald approached the Vessel Traffic Separation Scheme (VTSS) north of Oshima Island. Fitzgerald was
in vicinity of four commercial vessels, two of which were within 3 nautical miles and no report was made to
the Commanding Officer as required by his Standing Orders procedures. No course and speed determinations were made for this vessel.

0015

Fitzgerald was passing two commercial vessels, one of which was within 3 nautical miles and no report was
made to the Commanding Officer. No course and speed determinations were made for this vessel.

0022

Fitzgerald altered course to 220 and remained at 20 knots.

0033

Fitzgerald altered course to 215.

0034

Four vessels passed down the left (port) side with closest point of approach at 1500 yards. The Commanding Officer was informed. No course and speed determinations were made for these vessels. Radar contact
on them was not held.

0054

Fitzgerald altered course to 190 while remaining at 20 knots.

0058

Fitzgerald was in the vicinity of five commercial vessels. Three of these passed on the left (port) side within
3 nautical miles and no report was made to the CO. No course and speed determinations were made for
this vessel.

0100

Fitzgerald remained on course 190 at 20 knots.

0108

Fitzgerald crossed the bow of a ship at approximately 650 yards, passed a second vessel at 2 nautical miles,
and a third vessel at 2.5 nautical miles. No reports were made to the CO. No course and speed determinations were made for this vessel.

0110

Fitzgerald continued on course 190, speed 20 knots. Crystal was ahead on Fitzgerald's starboard side at a
distance of 11 nautical miles.

0110

Watchstanders unsuccessfully attempted to initiate a radar track on the Crystal.

0115

Crystal was closing Fitzgerald’s intended track at a high rate of speed.

0117

The Fitzgerald Officer of the Deck plotted a radar track on a vessel thought to be Crystal and calculated
that CRYSTAL would pass 1500 yards from Fitzgerald on the starboard side. It is unknown if the OOD was
tracking the Crystal or another commercial vessel.

0120

The watch stander responsible for immediate support to the Officer of the Deck, the Junior Officer of the
Deck, reported sighting Crystal visually and noted that Crystal's course would cross Fitzgerald's track. The
Officer of the Deck continued to think that Crystal would pass at 1500 yards from Fitzgerald.

0122

The Junior Officer of the Deck sighted Crystal again and made the recommendation to slow. The Officer of
the Deck responded that slowing would complicate the contact picture.

0125

Crystal was approaching Fitzgerald from the right (starboard) side at 3 nautical miles. Fitzgerald watchstanders at this time held two other commercial vessels in addition to CRYSTAL. One was calculated to
have closest approach point at 2000 yards and the other was calculated to risk collision. No reports were
made to the CO and no additional course and speed determinations were made on these vessels.

0125

The Officer of the Deck noticed CRYSTAL rapidly getting closer and considered a turn to 240T.

0127

The OOD ordered course to the right to course 240T, but rescinded the order within a minute. Instead, the
OOD ordered an increase to full speed and a rapid turn to the left (port). These orders were not carried out.

0129

The Bosun Mate of the Watch, a more senior supervisor on the bridge, took over the helm and executed
the orders. As of 0130 Neither Fitzgerald nor Crystal made an attempt to establish radio communications
or sound the danger signal. As of 0130 Fitzgerald had not sounded the collision alarm.

0130:34

Crystal’s bow struck Fitzgerald at approximately frame 160 on the right (starboard) side above the waterline
and Crystal’s bulbous bow struck at approximately frame 138 below the waterline.
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Analysis
Many in the RCN have reacted to the
incidents with a certain degree of disbelief. How is it possible, for example, that
a ship could be proceeding in a busy traffic area, with multiple closing contacts,
without the captain even being called
(USS Fitzgerald)? Together, the findings
from the collisions of Champlain and
Fitzgerald, in particular, show a horrifying lack of basic competency.
Standard USN practices are difficult
to compare directly with those employed in HMC Ships. Notwithstanding,
there are important procedural lessons
to be learned. For example, the loss of
steering, which contributed to the John
S. McCain collision, was only an apparent one. The loss of control was a selfinflicted injury arising from a failure at
various levels to properly understand the
correct functioning of the steering arrangements on the bridge. As well, in all
three collisions examined by the USN in
its comprehensive review, the warships
were neither transmitting on AIS nor, for
various technical and training reasons,
were they making use of received AIS
information. These latter two examples
provide important points of reference
for us to consider in terms of our own
practices.
While there are common problems
identified by the USN, on the basis of
what is provided in the unclassified reports, it seems that these two collisions
have also some fundamental differences.
The Fitzgerald collision seems to have
been quite simply the failure by the
bridge officers to do what they knew
or should have known they ought to.
There seems little value in parsing the
points that are made quite adequately
in the narrative. As the timeline above
indicates, the performance of the Bridge
team in Fitzgerald fell woefully short
of any standard that could be called
acceptable. Reports were not made to
the captain, tracks were not properly
assessed, and AIS was not used, either
in receive or transmit. Still, questions
come to mind. What could have been
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the circumstances that a bridge team so
incapable of dealing with the prevailing circumstances of speed and traffic
density found themselves on the bridge
that night? These are systemic issues
that the USN is dealing with and that
are well covered in the Strategic Readiness Review.
The OOD was unaware that they
were operating in the vicinity of a Traffic Separation Scheme (TSS) and the
ship’s track did not take the TSS into
account, according to the CNO Report
into the incident. How is this possible?
It seems so unlikely that there must be
some other explanation. A review of our
own charts do not show this TSS. It is referred to in the the U.S. Publication 120:
Sailing Directions for the Pacific Ocean
and South East Asia – 12 Edition (2015)
with the note that it is voluntary. There
is a correction listed to Pub 158: Sailing
Directions (Enroute) Japan, Vol 1. 17th
Ed., which shows the TSS in question.

This highlights the
importance of a
dedicated Navigating
officer who is trained
and entrusted to do the
kind of legwork on a
coast or ocean passage
plan which should catch
these kind of errors.

It seems very likely that Fitzgerald simply did not know about this TSS. If so,
this highlights the importance of a dedicated navigating officer who is trained
and entrusted to do the kind of legwork
on a coast or ocean passage plan, which
should catch these kind of errors.
Looking at the Figure, it also seems
that Crystal ACX was not following the
TSS either.
The John S. McCain collision has
some really important lessons that can
be mapped on to any number of potential accidents where the people involved are not fundamentally negligent
(as seems the only plausible conclusion
in Fitzgerald’s case). Its root cause seems
to have been a loss of steering and propulsion control that was self-inflicted
as a result of inadequate knowledge of
systems and procedures. Although our
steering arrangements are different,
without stretching the imagination too
much, we can readily see how something similar could happen in an HMC
Ship. The RCN has at least one recent
case study where steering error was involved —that of HMCS Fredericton and
USNS Kanawha. In fact, HMCS Winnipeg has recently developed an SOP for
SSDM Helmsman training and certification, which is a valuable contribution.
There are a number of critical comments that can be made about the determinations made in various USN investigation reports. These criticisms have
included the following:
a. Role of CIC – In various findings the
“Combat Information Center” (CIC—
the USN term for Operations Room)
has been criticized for failing to provide
the Officer of the Deck with adequate
input and information. We should be
careful in applying this to derive best
practices in RCN ships. In days where
the only bridge plotting device was a 12
inch radar display and a grease pencil,
the Ops Room role in supporting navigation and particularly collision avoidance was real and important. To have
Continued on page 26
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a full team available in the Ops room
with a large plotting table that could
accurately monitor course speed and
CPA of targets was a highly valuable and
well-practiced function. Today, however,
the bridge in a well fitted ship has radar
and AIS information ported into an integrated GPS-fed electronic chart with
hitherto unheard of plotting capabilities.
We simply don’t need the kind of support that we once did. Indeed, to insist
on constant input from the Ops room
when the information is readily available on the bridge runs the risk of degrading situational awareness as a result
of the OOW being overwhelmed with
inputs and not learning to make best use
of the equipment they have at hand. The
continued emphasis on use of the Ops
room or CIC is, in some respects, a holdover legacy insisted upon by people
who do not realize the extent to which
equipment capabilities have changed the
requirement.

b. At 0300 and again at 0518, the effect of current is stated as having caused
USS John S. McCain to require constant
rudder to maintain a course. This is almost certainly not the case. Whereas a
wind from a given direction can cause
‘wind shear’—particularly when the ship
is going at slower speeds—a current, assuming it does not vary from stem to
stern (for example, in a small eddie or
whirlpool, which are not known to be
present in the Singapore Strait), cannot
affect your steering. As described, such
imprecision in the investigation serves
in itself to demonstrate the point. There
has been a real loss in the knowledge of
seamanship fundamentals.
Why was AIS not used?
The Comprehensive Review notes
that the ships’ Bridge and CIC personnel did not use readily available tools or
information—such as AIS, RADAR, correlated link tracks or lookout reports—
to help build situational awareness.

In each of the three collisions, the
U.S. Navy ships involved had an AIS receiver and transmitter, but maintained
their AIS in receive mode only. This
removed one of the primary awareness
and collision avoidance tools used on
board most commercial vessels around
the world. Further, they generally failed
to use AIS information to improve
their situational awareness. Inadequate
use of AIS was a contributing factor to
the chain of errors that resulted in the
incident.
AIS data was unable to be pulled into
USS Fitzgerald’s SPS-73 console for improved situational awareness. In USS
John S. McCain, a different problem that
causes SPS-73 data to overload some
versions of ECDIS-N when in heavy
traffic, caused watchstanders to disable
that interface. Similarly, ships with older
versions of ECDIS-N cannot import AIS
data in high traffic areas as it causes the
ECDIS-N to overload and malfunction.

The Arleigh Burke-class guided-missile destroyer USS Fitzgerald (DDG 62) returns to Fleet Activities (FLEACT) Yokosuka following a collision with a
merchant vessel while operating southwest of Yokosuka, Japan in June of 2017.
Photo credit: U.S. Navy Mass Communication Specialist 1st Class Peter Burghart/Released

26 | Starshell Spring 2018

				

2018
Submariner’s
Gathering

50th Anniversary of HMCS Okanagan & Rainbow Commissioning

Nov. 4 • Victoria, BC
To register,
call 250-812-1840
or visit
www.saocwest.ca

CAE is the training partner of choice to help prepare Royal
Canadian Navy crews to operate and maintain the RCN’s
existing and new fleets, and optimize their capabilities across
the full-spectrum of training and operations to help ensure
mission success. CAE has leveraged its technology and training
systems integration expertise to grow its naval business globally.
For the United Arab Emirates we are currently developing a
comprehensive, distributed Naval Training Centre (NTC). For the
Swedish Navy, we have delivered a comprehensive Naval Warfare
Training System to help train sailors and officers in naval tactics,
procedures and doctrine. You can trust CAE’s focus, experience
and expertise to deliver advanced naval training systems.

Your worldwide
training partner
of choice

milsim@cae.com

@CAE_Defence

CAE

cae.com/defence-security

Starshell Spring 2018 | 27

Unsung Hero

By Capt. J.G.R. (Rod) Hutcheson, RCN (ret’d)

the life of Eastore
This is the story of one ship among
the group of vessels that together provide essential support services, without
which the fighting ships of the Royal
Canadian Navy (RCN) would be unable to
function.
I refer specifically to that class known as
Canadian Naval Auxiliary Vessels (CNAV)
while recognizing that many other groups
of small ships and boats in the support
role are also vital to the very existence of
the naval fleet. Every one and their crews
were, and are, unsung heroes working
generally below the radar and, in stark
contrast to our fighting ships, leaving little
trace on the public consciousness.
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I have chosen as my specific subject
the good ship Eastore, in part because
I still remember her plying the waters
in and around Halifax in the early postWW2 period, and I will begin at the
beginning.
Once upon a time, before WW1, a
small shipyard started in business in
Brunswick, Georgia, calling itself the
Brunswick Marine Construction Corp.
It produced two or three small vessels
annually, generally fish boats, tugs, small
freighters and the occasional yacht all
within 30-50 feet in length. With WW2
looming and the pressures growing for
greater shipbuilding capacity, the company was awarded a contract by the U.S.
Maritime Commission for the construction of an emergency yard. However, as
a result of certain “management weaknesses”, the emergency yard was turned
over to another company and Brunswick
Marine reverted to just building a few
small ships; although these turned out
to be a good deal larger than their prewar vessels. Between 1943 and 1946
they produced nine 500-ton YO class oil
barges for the USN and three 560-ton
FS class freight and supply ships for the
U.S. Army.
The first of these three Army ships,
designated FS 552, was not delivered
until November 1944 and was promptly
turned over to the RCN. The reasons for
this are lost in the mists of time. Perhaps she was excess to the requirements
of the US Army so late in the war or it
could have been in response to an outstanding request by Canada. Whatever
the reason, she was quickly steamed up
the eastern seaboard to Halifax—a potentially hazardous run even this late
in the war—and was commissioned
as HMCS Eastore Z56, on 7 December, 1944, for service as a supply vessel on the east coast. Her first CO was
Cdr J.E. McQueen, RCNVR, who may
have brought her up from Georgia and
conducted brief workups before handing her over to a Skpr/Lt, RCNR, on 2
January, 1945. The above rare photo,
taken early in 1945 by Lt. H.S. Lee
probably from on board HMCS Digby
and understandably somewhat blurred,
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HMCS Eastore off the coast of Halifax, NS. 1945. From the collection of H.S. (Tim) Lee, courtesy of
Ryan Lee.
shows Eastore’s pendant number Z56 on
her starboard bow allowing for positive
identification.
The name “Eastore”, unlike the names
of most RCN ships, does not appear to
honour a Canadian city, town or river, or
that of any other country for that matter,
at least not that I have been able to find.
The name does however have an interesting historic connection in that it is an
accepted version of the name Eostre or
Estre, the ancient Germanic goddess of
fertility, or dawn and rebirth, as well as
the rising light of day and spring. It is of
course the basis of the word Easter. It
seems entirely appropriate to the birth
of a new ship and I like to think that
whoever was responsible for assigning
it to Eastore was a closet classic scholar.
However, the truth may be much more
mundane, for Eastore was joining a fleet
that already included an HMCS Westore
and may simply have been assigned a
name that was a variation on the same
theme. Where the name Westore came
from is a complete mystery. In fact, the
history of Westore herself is a total
blank with even her pendant number
unrecorded.
HMCS Eastore served out the remainder of the war as a supply vessel on the
east coast and was paid off on 8 April
1946. In common with others in her
category that were retained for post-war
service, she was promptly redesignated

a Canadian Naval Auxiliary Vessel, becoming CNAV Eastore, AKS 515, under
the command of a Master who at that
time was generally a retired RCN(R)
officer.
She spent the next 18 years fulfilling
a wide range of duties on the east coast,
carrying everything from people to
wrecked aircraft. She did, on occasion,
travel farther afield with probably her
most distant venture being Spithead in
1953 where she served as tender to the
Canadian Coronation Squadron. Two
years later, when ships of the U.S. military ceased supplying the base at Goose
Bay and the Clarke Steamship Company took over that responsibility, the
Eastore provided assistance, completing
four trips through the summer of 1955.
In 1961 she headed north to Frobisher
Bay carrying army-style buildings and
personnel for the construction of new
barracks. After a total of almost 20 years
of faithful service in the RCN, Eastore
was paid off and sold in 1964.
At this point Eastore appears to simply
disappear. There may be some record
of her sale tucked away in dusty old
records somewhere, but, even with all
the power of the internet, I have so far
been unable to locate it. However, there
are a few traces to be found out there in
cyberspace that allow glimpses of her
second life.
First and foremost was the need to lo-

cate where on the face of the globe she
had gotten to. The vital clue came in the
form of a 35mm slide that I was able
to acquire showing her alongside the
wall in Nassau in the Bahamas (on page
33). The photo had been taken in 1966,
just two years after she was sold. In it
she wears a smart and apparently fresh
black-and-white paint job and looks to
have been totally refurbished to carry
both passengers and cargo. The Bahamas
Maritime Authority have confirmed
that she was part of the fleet of the Port
Department headquartered in Nassau.
Further clues to the nature of her duties
with that organization were found in a
random fashion. Taken chronologically,
they provide not only an insight into
Eastore’s second life but also a glimpse
into some aspects of the Bahamian scene
from which your average cruise ship
passenger is well shielded.
Two years after that 1966 photo, a
Reuters News Agency release, datelined
Nassau-Bahamas, appeared in the August 18, 1968, issue of the The Salt Lake
Tribune of Salt Lake City, Utah. It reads

in part:
“Sixteen armed police Saturday stood
watch over a shipload of Haitian illegal
immigrants who stormed the bridge of
a ship taking them back to Haiti. One
Haitian was killed and 11 wounded
when guards opened fire on them as they
tried to storm the bridge in an attempt
to avoid being sent back to the land of
President Francois (Papa Doc) Duvalier.
A new crew was put aboard the Bahamas government owned ship Eastore
today after the original crew refused to
continue the journey to Haiti following
the uprising. The ship was expected to
reach the Haitian port of Gonaives early
Sunday morning. A government spokesman here said the trouble began when
the Haitians—128 men and 82 women
—broke out of the hold of the 560-ton
ship Eastore in an attempt ‘to overthrow
the crew and subdue the police guard.’
He said the police were forced to open
fire in defense of the Bahamas government owned ship.”
Clearly Eastore was leading a more
hazardous second life than her first!

She appears again in a photo circa
1970 alongside in Nassau. By that time
the Bahamas were becoming a major
transshipment point for the movement of
Columbian cocaine to Florida ports in the
U.S. This was due in part to the dispersed
nature of the Bahamian land mass comprising some 700 atolls and cays, mostly
uninhabited and spread over an area of
almost 14,000 square kilometres, which
provide a high degree of security within a
short boat ride of Miami.
By 1978, through murder and extortion, Carlos Lehder, co-founder of the
Medellin drug cartel, had gained complete control over the small island of
Norman’s Cay in Exuma, which became
the chief base for smuggling cocaine into
the U.S. until finally being dislodged
around 1982. The large Haitian diaspora in the Bahamas, as a consequence
of many tens of thousands fleeing from
a long succession of oppressive regimes
in Haiti, played a significant role in this
movement of cocaine and the Eastore
continued to be employed in the risky
Continued on page 32
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business of repatriating these illegal Haitian immigrants. Press releases indicate
this activity, often accompanied by support from the Royal Bahamas Defence
Force (RBDF), a purely naval force,
going on at least into the late 1990s.
The ire of illegal Haitian immigrants
was not the only hazard faced by Eastore.
In 1975 the Bahamas passed a law making it illegal to fish the spiny lobster in
waters adjacent to the Bahamas without
a permit from the Nassau government.
The restriction was to be enforced by
Bahamian patrol boats and covered an
area well over 100,000 square miles of
the continental shelf. This infuriated
Florida lobstermen, most of whom were
Cuban refugees who for years had fished
these waters and now saw their livelihood and their investments endangered.
They vowed to defy the Bahamian ban
and use arms to prevent arrest and seizure of their boats and catches. Following a retaliatory attack on a Bahamian
ship in Miami, the government of the
Bahamas was forced to make official
representation to the U.S. government to
take necessary steps to ensure the safety
of their ships, including Eastore, when
visiting the port of Miami.
After years of rancour between the
Haitian and Bahamian governments
over the migrant issue and the associated drug trade, they finally reached an
accord on a plan of action in 1995. It’s
worth reading the following extract in
the context of Eastore’s long-lasting involvement in repatriating Haitians. It’s
taken from Volume Two of “Islanders in
the Stream: A History of the Bahamian
People” by Craton and Saunders.
“Just three months after Aristide had
been returned to power, on January 12,
1995, the Bahamas government signed
an accord in Port-au-Prince by which
the Haitian government agreed to the
enforced repatriation of eight hundred
illegal immigrants per month over the
following year. In return, the Bahamian
government agreed ‘to continue the
regularisation of Haitian nationals who
have been residing continually in The
Bahamas for 10 years or more and can
furnish evidence to this effect’ and ‘in
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In spite of the many
frustrations along the
way, researching the
life of Eastore has
turned out to be far
more interesting and
complex than I had
anticipated...it has
been a merry chase.

accordance with its Constitution to extend the benefit of the protection of its
laws and institutions to all children born
in the Bahamas of Haitian parents.’
“As the result of unprecedentedly
thorough sweeps of the Haitian shanty
yards, by the end of 1995 Bahamian officials were able to claim the detention
and repatriation of 5,600 illegal Haitians,
some 75 percent of whom were males.
Those Haitians detained at Carmichael
were escorted under guard back to their
homes and into town so they could close
bank accounts and sell household goods
or arrange for them to be sent back to
Haiti before being shipped to Port-auPrince, at first in the tender MV Eastore
and then, far more quickly and efficiently, by jet planes chartered from Carnival
Airlines.”
That is the last clue I have been able to
find of Eastore’s activities in the Bahamas.
All online searches for her whereabouts
now show her status as “unknown” or
“decommissioned or lost”. However, it
may be relevant that in 2015 the RBDF

took delivery of their newest and largest vessel, HMBS Lawrence W. Major,
primarily for use in disaster relief and
recovery. At close to the size of Eastore
with the added benefit of a roll-on/rolloff capability, she is well-suited to taking over many of the tasks performed by
Eastore who, by the end of the millennium, would have been 55 years old.
Although a spokesperson for the
Bahamas Maritime Authority advised me
that Eastore “may” have been scrapped,
as of the time of writing (June 2018) I
have been unable to confirm this or to
establish the date at which she was taken out of service. Repeated enquiries to
the Nassau Port Department, the Royal
Bahamas Defence Force and the Nassau
Guardian have failed to solicit even a reply. Attempts through personal contacts
have been equally fruitless. If anyone
who reads this resides in, visits or has a
reliable contact in the Bahamas, I would
welcome any help they can provide in
determining Eastore’s ultimate fate.
In spite of the many frustrations along
the way, researching the life of Eastore
has turned out to be far more interesting and complex than I had anticipated
when I set out on this task. From her
genesis in Georgia through delivery to
the U.S. Army, transfer to the Canadian
Government, commissioning into the
RCN as HMCS Eastore, redesignation as
a Canadian Naval Auxiliary Vessel, sale
to the Government of the Bahamas and
the adventures arising there-from as MV
Eastore, it has been a merry chase. Her
life has taken her from the cold and often stormy waters of the North Atlantic
to the warm seas and gentle clime (hurricanes excepted!) of the Caribbean.
Along the way her duties have run the
gamut from the routine and placid to
the unusual and hazardous. She truly
deserves her place among the unsung
heroes of the sea.
As I finish this little story, the clock on
the wall in front of my desk sounds four
bells announcing the cocktail hour. It has
been doing so for seventy-three years.
How Eastore’s ship’s clock came to be
on my wall in 2018 is a story for another
day.

Eastore at Nassau, 1966
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Canada’s Outgoing Defence Attaché: U.S.
and Canada Still Have Each Other’s Back
By Rear-Admiral William Truelove
This article was originally published
by The Wilson Center’s Canada Institute on August 15, 2018.
On July 19, Rear-Admiral William
Truelove departed as defence attaché at the
Embassy of Canada in the United States
and also retired from more than 37 years
of distinguished military service. As one of
his last duties before leaving Washington,
Admiral Truelove addressed the Canada
Institute Advisory Board. Following is an
edited version of his remarks reflecting on
the state of the Canada-U.S. military and
defence relationship.
In this current climate of economic
and political uncertainty, people often
ask me what I think about the state of
the Canada-U.S. military-to-military
relationship. It’s always a loaded question. Often, I’m asked on the heels of a
controversial Tweet, the announcement
of a trade war, or some other event that
appears to threaten continental stability.
But I take a longer view.
My personal perspective comes from
having had the pleasure and privilege
of working alongside my U.S. military
colleagues both at home and abroad
throughout my 37-year career. In fact,
I don’t think I’ve ever deployed on any
operation where Canadians weren’t
working in close partnership with our
U.S. shipmates. My three-year tenure as
Canadian Defence Attaché to the United States has only confirmed what I’ve
always known to be true:
Canada and the United States continue to have an incredible defence relationship anchored in a long history of
serving, shoulder to shoulder—in operations in defence of our shared values and
freedoms—for over 100 years.
Don’t get me wrong; my positivity is
not meant to suggest that there aren’t
points of pressure or friction. Of course
there are, and that’s normal in any
relationship. Subjects such as burden
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sharing, NATO 2 per cent defence spending, and future global engagement are all
areas of ongoing discussion and debate.
I’m also very sensitive to the reality that
Canada pays much more attention to the
U.S. than the U.S. to Canada. I think that
this is a reflection of obvious factors including the reality that the U.S. military
is being pulled in many directions and is
facing its own set of challenges, be they
personnel, readiness or structural—all
against a global demand signal for U.S.
engagement that is only increasing.
But I think it’s important to remember
that we have fought and died together—
something that I have been reminded of
here in DC each year on Remembrance
Day while visiting Arlington Cemetery
and laying a wreath at the Canadian
Cross of Sacrifice in memory of U.S. citizens who served and died alongside their
Canadian brothers and sisters since the
First World War.
I was also reminded of this when I rededicated a Medal of Honour grave site
in honour of Captain of the Hold Joseph
Noil—a young Canadian sailor who
served in the USS Powhatan in 1872
and who saved his shipmate, Boatswain
J.C. Walton, who had fallen overboard.
Captain of the Hold Noil was from my
hometown of Liverpool, Nova Scotia.
So, my belief is that our Canada-U.S.
defence relationship is exceptional and
must continue to be so in the future. It’s
in both our nations’ national interests
and it is expected, I think, by citizens on
both sides of the border.
We are blessed to be neighbours and
to enjoy such a close and integrated relationship. But, as I’ve said every year
at our annual Canada-U.S. “Partners in
Defence” reception, this relationship is a
lot like marriage; we too often take each
other for granted and don’t always give
our partnership the attention and recognition it deserves.
As we move through the current

‘moment’ in our nation-to-nation relationship, it’s a good time to remind ourselves of how fortunate we are to enjoy
such a fantastic defence partnership.
After all, our two nations enjoy an unparalleled level of defence cooperation
and interoperability. This is the result
of a long-term, strategic realization that
our geography, our history and our futures depend on the mutual assurance of
a safe and secure continent that enables
both of our nations to thrive economically, socially and culturally.
It goes without saying that Canada has
no more important defence relationship
than that with the United States. Our
strategic interests demand that we be a
full and reliable partner. Our continental
defence is indivisible.
It also demands that the defence relationship between our two countries
extends across all levels—from President
to Prime Minister, Secretary of Defense
to Minister of National Defence, Chief
of the Defence Staff to Chairman of
the Joint Chiefs of Staff, through to the
regular interactions between officers
and non-commissioned officers serving
in each other’s nations. Including the
North American Aerospace Defence
Command (NORAD) community,
Canada has nearly 1,000 military and
civilian defence officials working across
the U.S.—from Hawaii all the way to
Florida. The vast majority are living
with their families in U.S. communities,
and the same is true for the many U.S.
military members serving in Canada.
By way of examples, Canada has
General Officers serving in Central
Command and Indo-Pacific Command
CENTCOM and PACOM. The CDS has
a General embedded with the Chairman
of the Joint Chiefs of Staff, a General
embedded with U.S. Cyber Command,
and there are three Canadian Generals
serving as Deputy Commanding General
for Operations: in 1 Corps, 18 Airborne

Rear-Admiral William Truelove

Corps and, as of this summer, with U.S.
Army Alaska. We have two Generals and
a Commodore serving within NORAD
HQ, one being the Deputy Commander, and also have two Generals serving
as Deputy Commanders of the Alaska
and Continental NORAD Regions. The
U.S. also has senior officers serving in
Winnipeg, Ottawa, Halifax and Victoria
to name only a few.
In addition to these permanent assignments, the level of interaction on a daily
basis between our militaries is immense. I
don’t even try to keep track of the ongoing cross border visits, training exercises,
meetings and other events that occur on a
routine basis. Canadian and U.S. military
leadership have come to accept this as
normal, but it is certainly not ‘normal’ in
the eyes of our international colleagues.
From a Canadian perspective, our
recently released Defence Policy, “Strong,
Secure and Engaged”, promises a notable
70 per cent increase in defence spending ($32.7 billion by 2027) and commitments to recapitalization. It highlights
that Canada will remain “Secure in North
America, active in a renewed defence
partnership in NORAD and with the
United States.” This commitment is more

important than ever as we see technological advancements in weapons and sensors
and the associated increased capability
and intent of potential adversaries to directly impact Canadian and U.S. territory.
For generations we have rested on the
comfort of having two great oceans and
a frozen tundra to provide for our natural defence. This is no longer the case and
thus, our two nations must continue to
work closely together to ensure our continental defence and security. We do this
through a range of dedicated CanadaU.S. Defence governance dialogues such
as the Permanent Joint Board of Defence
(PJBD) and the Military Cooperation
Committee (MCC), along with the many
other international defence and security
fora attended by our nation’s leaders.
The PJBD was established in 1940
and is the longest standing defence arrangement. The two civilian co-chairs,
one Canadian (Member of Parliament,
John McKay) and one American (Lt
Gen (ret’d) Chris Miller), are appointed
by the Prime Minister and President, and
report directly to them on all matters
related to continental defence and security. The PJBD also includes Department
of Homeland Security and Public Safety

Canada representatives to address the
critical public security, border security
and disaster response issues that would
also involve military cooperation.
The MCC was established after the
Second World War and meets bi-annually. It is the primary strategic link between the Canadian and U.S. Joint Military Staffs and reports to the PJBD. The
MCC recently met in DC and discussed
a range of topics including the important
subject of NORAD modernization.
Of course, no discussion on the Canada-U.S. defence relationship would be
complete without a few words on the
NORAD partnership (including the critical work they do in ensuring that Santa
safely arrives every Christmas!). The
North American Aerospace Defence
Command, or NORAD, is celebrating
its 60th anniversary this year. NORAD
is a Canadian and U.S. bi-national Command tasked with aerospace warning,
aerospace control and maritime warning
for North America.
By agreement, the Deputy Commander of NORAD is a senior Canadian
Armed Forces officer. The Commander,
USAF Gen O’Shaunessy, is appointed
Continued on page 36
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by and reports to both the U.S. President and the Canadian Prime Minister.
This arrangement speaks to the essence
of the close defence relationship that our
nations have enjoyed for decades. The
very fact that Presidents and Prime Ministers have endorsed this shared partnership in our continental defence and have
empowered military leadership to work
seamlessly together to defend the citizens
of both nations speaks volumes.
When NORAD was renewed in 2006,
it not only added the maritime warning
mission, it also made the NORAD Agreement permanent. While it is still subject
to review every four years, it no longer requires formal renewal. These periodic reviews not only allow for a reminder of the
overall roles and responsibilities, but also
provide a regular forum for ensuring an
effective relationship between NORAD,
U.S. Northern Command and the
Canadian Joint Operational Command.
The Canadian defence policy notes that
Canada will, “work with the United States
to ensure that NORAD is modernized to
meet existing and future challenges.” The
policy directs Canadian officials to advance
discussions with our U.S. colleagues on
what a modernized NORAD must look
like and what that will cost. As I’ve mentioned earlier, the threats to the continent
are evolving and—as our CDS has stated
on numerous occasions—we must consider
what a framework for defence against all
perils might look like in the future.
Let me highlight a few other points to
further illustrate the depth and breadth of
our defence relationship:
• First – The Canadian Armed Forces
(CAF) is responsible for all air and
maritime search and rescue operations
within Canada. In my previous appointment as Canada’s Pacific Commander, I was also the Victoria Region
Search and Rescue Commander and
witnessed first-hand the incredible coordination of Search and Rescue operations on both sides of the border.
U.S. and Canadian Search and Rescue
professionals work hard to save lives
every day. Much of it goes unnoticed,
but its value cannot be overstated.
• Second – Our shared Civil Assistance
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My belief is that our Canada-U.S. defence relationship
is exceptional and must continue to be so in the
future. It’s in both our nations’ national interests.
Plan facilitates the movement of resources across borders in response to
natural disasters such as forest fires,
floods and earthquakes or a terrorist
attack. Again, as Canada’s Pacific Commander, I worked very closely with
U.S. regional officials to coordinate and
practice responses to these scenarios.
• Third – We enjoy an incredible defence cooperation relationship and a
rapidly expanding partnership in defence research, development and innovation. Canada was (until very recently) the only nation recognized in
the U.S. National Technology and Industrial Base. This partnership reflects
the reality that Canada has always
been a trusted national security partner to the U.S. and that our defence
industries are highly integrated.
• Fourth – Our two nations enjoy a very
close military relationship in the domains of cyber and space. Canada is a
net contributor to the space relationship through our network of satellites
as well as ongoing research in space. A
recent visit to the Kennedy Space Center in Cape Canaveral also reminded
me of the critical role that Canada has
played in space through the design and
deployment of the Canadarm.
Finally, there are the many other areas
of cooperation that we are engaged in
today through operations in NATO, the
UN or bilaterally. A sampling includes:
• Our shared efforts in the eastern
Pacific and Caribbean to interdict the
flow of narcotics and to keep the proceeds out of the hands of transnational criminal organizations. The Royal
Canadian Navy and Royal Canadian
Air Force continue to work with U.S.
Coast Guard and U.S. Navy to execute
many successful interdiction operations in the region. Working together
we keep drugs off our streets and the
profits out of the hands of Transnational Crime organizations.

• Our deployments in Ukraine, in Latvia and in Iraq further illustrate our
shared global leadership and engagement. We are also operating with the
Standing NATO Maritime Group,
currently with a frigate, HMCS St.
John’s, deployed off the coast of Syria;
• We have sustained frigate deployments
into the important pacific region. I am
also proud to note that the Deputy
Commander of the 2018 Rim of the
Pacific Exercise (RIMPAC)—the largest U.S.-led international military exercise in the world—is a Canadian; and,
• Finally, I would note Canada’s recent
decision to assign a Canadian Lieutenant General as the first non-U.S. Deputy Commander for the United Nations
Command in the Republic of Korea,
our commitment to lead the newly
established NATO training mission in
Iraq as well as the recent announcement by Canada to deploy aviation
resources to the UN mission in Mali.
These are all strong examples of Canada being engaged in the world, while also
reinforcing the shared commitment to the
Canada-U.S. military-to-military partnership and burden sharing. Canada represents a solid, dependable and trusted military partner which has always responded
when called upon and never shied away
from engaging in the tough fight at the
cost of human sacrifice. We are a good
neighbour, good friend and a military ally
that always has the U.S.’s back, as I know
the U.S. military has for Canada.
It has been an incredible privilege for
me to have served my nation for 37 years
and to have spent much of that time
working closely with our U.S. friends. I’m
an optimist and am confident that our two
nations will continue to enjoy a strong and
mutually beneficial defence relationship.
The defence of our shared North American continent is indivisible; our mutual
trust and cooperation will ensure that our
true partnership remains so.

Book Review

Seven at Santa Cruz
By Ted Edwards, Naval Institute Press (2018)
Reviewed by Gord Forbes
This book is about the Life of Fighter
Ace Stanley ‘Swede’ Vejtasa”, a U.S.
Navy flyer in the early days of the Second World War and starts with a chapter
titled “The Admiral is an ass”.
‘Swede’ Vejtasa (pronounced VAYtuh-suh) was born in July 1914 in eastern Montana. His parents were Czechoslovakian, not Swedish. The nick name
was added much later.
Although he is referred to as a fighter
pilot, his early war experiences were in
dive bombers; that said, in one battle, he
used his bomber as a fighter in the interest of self-preservation.
Swede had an early interest in aviation, particularly after he and his brother
scrounged enough money to take a ride
in a Jenny biplane flown by a barnstormer. In the 1930s he graduated from the
University of Montana with a degree in
forestry. He joined the U.S. Navy Aviation Cadet Program. He was accepted
into the navy in 1937 and underwent
flight training. He completed flight
training and was awarded his wings and
commissioned in the U.S. Naval Reserve
in the summer of 1939.
He joined his first ship, USS Yorktown,
that fall, after honeymoon leave. Before
Pearl Harbour, the U.S. played a passiveaggressive role in the Atlantic by carrying
out “Neutrality Patrols”, escorting convoys out to mid-ocean rendezvous spots
where they were turned over to British
escorts. As a result, Yorktown was sent to
the east coast to participate in several of
these operations. Swede was a member
of an Observation Squadron flying SBD
Dauntless dive-bombers. Swede had
been flying with the Yorktown squadron

for more than two years when
the Japanese attacked Pearl
Harbour in December 1941.
Yorktown was immediately
sent to the Pacific.
The first combat action for
Swede and the Yorktown air
group was a bombardment of
Makin Island. This was followed by the Battle of the
Coral Sea wherein newlypromoted Lt(jg) Vejtasa in
his Dauntless helped sink
one Japanese carrier and
managed to shoot down
three Japanese Zero fighters.
But the battle cost the U.S.
Navy the loss of the carrier
USS Lexington and serious
damage to Yorktown. At the
Battle of Midway, Yorktown
was lost but Swede was not involved,
having left the ship the day it sailed for
the battle for a new assignment. He was
to be trained as a fighter pilot.
His next ship was USS Enterprise and
his next battle was the Battle of Santa
Cruz. In this battle, Swede proved himself a true ace by downing seven enemy
aircraft in one day.
In the summer of 1943, Swede was
sent back to the U.S., first to take part
in war bond rallies and then given command of a small boat basin in Annapolis,
Maryland. Swede was not happy about
this turn of events and demanded a
change of duty, which resulted in him
getting command of a fighter training
squadron in New Jersey. This turned out
to be a valuable and enjoyable job for
him, allowing him to experience new aircraft and pass on his experience to new

pilots. He remained in this job for over
a year. But he never again got to fly in
combat in the Pacific.
These and other exploits are explained
in some detail in this book. Swede continued as a naval aviator after the war
until he commanded another USS
Enterprise, the world’s first nuclear
powered aircraft carrier.
This book is well written and includes
many inputs from Swede Vejtasa himself,
who was interviewed extensively by the
author. Those who may think that this is
just a tribute to U.S. Navy aviation need
to read the comments of Swede about
battles and other officers.
This is a worthwhile book for anyone
interested in a fresh insight in naval aviation in the Second World War or who
wants to read why the Admiral was an
ass.
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Book Review

The Decline of European Naval Forces
Challenges to Sea Power in an Age of Fiscal Austerity and Political Uncertainty
By Jeremy Stohs, Naval Institute Press (2018)
Reviewed by Capt George Forward
Jeremy Stohs has written a timely and
comprehensive work that outlays European naval power in the face of fiscal
austerity, waning American interest in
European waters and the emergence of
commercially-driven Chinese and belligerent Russian pressures in the world
arena. He provides a snapshot of naval
strength by nation, how it has changed
since the end of the Cold War and gives
reasonable forecast of the future of individual navies. Although peppered with
opinion and conjecture, to his credit
Stohs disentangles an extremely complicated geo-political snarl and provides
the reader with a ready resource to understand many of the issues that plague
European naval strength.
As a naval officer who cut his teeth
on the North Atlantic on a succession
of TANAVFORLANT and later SNFL
tours, I found this book quite interesting. Fascinating in its blunt approach,
it was also somewhat troubling to find
that the fleets I had worked and served
with as well as came to know by sight,
function and performance were, for the
most part, no more. The general decline
in tonnage since the end of the Cold War
is understandable one supposes, but the
abandonment of capability is remarkable in its short-sightedness.
Stohs provides telling insight into the
evolution—one may ague devolution—
of Europe’s naval forces since the end
of the 1990s. Taking eleven European
states, he stacks defence policies and
national strategic thought against the
steady decline of respective navies and
paints a rather bleak picture.
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In his initial chapters, Stohs
touches on the principles of sea
power and the pivot towards
Asia. Examining U.S. decline
on the world’s oceans, he digs
deeper into what this pivot
will mean to Europe, not only
economically but also from a
cultural perspective.
Dwelling on anti-access/
area denial (A2AD), Stohs
cements Sir Walter Raleigh’s
belief that, “Whoever commands the sea, commands
the trade; whosoever commands the trade of the world
commands the riches of the
world, and consequently the
world itself.” Having established the critical nature
of trade and in turn, that
navies are best placed to
defend that trade, this part
of the book also raises the
global concern that the U.S.
is surrendering its place of naval prominence slowly but surely and the nation waiting in the wings does not have
Western interests in mind. This decline
in the USN’s pre-eminence, combined
with the softening of NATO’s rigid
assignment of regional duties and responsibilities, continues to have damning
effects on Europe’s fleets.
The next part of the book is made
up of eight separate case studies of 11
different navies of Europe. Mentioning
how current bilateral and multilateral
treaty structures in the area, as well as
multilateral organizations, affect the
maritime arena, Stohs concentrates on

NATO. He discusses how each navy
balanced respective national interests
against treaty duties and how they now
fail to strike that balance.
There are some bright spots in this
country-by-country analysis. The UK
will assume pre-eminence once again in
Europe when its two new aircraft carriers become operational, but the once
mighty RN has had to sacrifice much to
get to this threshold. France continues to
be a willing and capable force, but like
all others, it is stretched to the point of
breaking with international commitments. Finally, the Scandinavian navies
are continuing to place national interests

over all other considerations and have
built capable fleets to do so.
Despite these few promising examples, any reader of this work will note
that these are the only bright spots in
a very dim future. China is on track to
surpass the U.S. in the next 50 years in
terms of relative maritime strength in
the Pacific. This may very well change
with a political shift; however, barring
a catastrophic economic change, which
would hurt us as much as “them”, we
should be prepared to see the Communist red of China’s flag hanging on
many more taffrails in the future. With
few exceptions, all navies in the Asian
arena are modernizing and increasing in
size, which leaves Europe’s stagnation
particularly troubling.
Stohs concludes his work by summing up Europe’s situation and offers
the reader his assertion that three trends
will remain constant in the foreseeable
future. First, that the U.S. will retain its
global naval dominance for at least the
next few decades. However, unless the
trend changes, it will continue to lose
ground to Asian forces. Next, he asserts

that the emergence of these previously
poor countries is one of the “most
profound geopolitical developments in
modern history.” Finally, he touches on
the trend that Europe now spends more
towards realizing expeditionary strength
than territorial defence to answer international responsibilities, and has milked
the supposed ‘peace dividend’ dry.
He notes that, “In an age when ships
were becoming increasingly expensive to
build and young men and women more
difficult to recruit and train, far-reaching
cuts to the military budgets made it
difficult for many European navies to
effectively modernize their fleets and
maintain operational readiness. This
process continued for more than two
decades and was exacerbated by the
global economic crisis that struck in
2008. Across the board, from Portugal to
Finland, the armed forces had to find
ways of doing more with less.”
Stohs’ treatment of this multi-layered
topic is admirable and very readable.
The reader will enjoy the use of comparative charts showing naval strength and
his explanation of how shifting strategies

from territorial control to international
participation has, counter-intuitively,
gutted European fleets. Denmark, for
instance, has sacrificed its once-capable
submarine fleet to build large, multicapable and very expensive frigates
that are commonly used to chase down
dilapidated fishing smacks off Somalia
while the Skagerrak goes unpatrolled.
I thoroughly enjoyed this book. Stohs
presents an objective view of Europe
today and Asia tomorrow. If trends continue, he sees a future of decreasing U.S.
dominance, more Chinese influence and
European fleets spectacularly ill-suited
to deal with this situation.
This book’s value lies in its highly
readable and well-researched text that
gives the reader an appreciation for the
current European naval stance and how
it may influence global affairs. Recommended for the geo-politico at heart, but
also for the informed Canadian.
Captain E.G. Forward, RCN, currently
serves as the Director of Military Pay and
Allowances Policy. He is the author of
several historical novels of Newfoundland
and Labrador.
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Canadian Naval Heritage
The serialized naval memoirs of the late RAdm Robert Philip ‘Bob’
Welland DSC & Bar, MiD, psc, Officer of the Legion of Merit (USA), RCN

Sailing to Chinnampo to rescue the army
As our story continues, Athabaskan
navigates the river leading to Chinnampo,
where the North Koreans are building
fortifications...
The government of Korea had collapsed within a week of the war starting.
All the island’s light-keepers were just
abandoned. On learning this, we visited
them, supplying food and medicine to
about ten stations for weeks. Lee and his
boats found out if we had missed any.
I arranged with Admiral Andrews in
Sasebo that a boat either take them off
or feed them.
Occasionally, Lee and I would send a
party ashore at night to find out what
the people were up to. Kim sometimes
led the party; he was able to talk to people and get information. On one visit to
a village near Kunsan, where his family
had a summer home on the beach, he
was told the north were going to lay sea
mines in the Kunsan and Inchon River
estuaries. A few days later we found the
first mine of the war off Kunsan. Thanks
to Kim’s information we could avoid
them and warn the other ships. We blew
them up as they appeared. They were
made in China to a Russian design and
packed 500 pounds of TNT.
I paid a lot of attention to the large
river, above the 38th parallel, that connects the sea to the city of Chinnampo;
it was navigable for thirty miles and was
a main commercial artery. It ended in
the Yellow Sea in a wide delta. A low
promontory marked the river entrance.
Commander Lee tipped me that the

40 | Starshell Spring 2018

I knew more about mines than anyone on board. I examined the first one from our wooden dinghy.
It had to be collided with to activate the primer. This pic shows Lieut David Hurl and crew attaching a 2 pound demo charge to blow it up. Row clear quickly!
North were building fortifications on
this promontory—gun emplacements to
keep the likes of us from disrupting their
river traffic. At 0800 one clear morning
I rounded an island that cut off the view
of the promontory and stopped the ship.
There, before us, a half mile away, were
several thousand men on the promontory. They ceased what they were doing
and ran wildly up the grade and disap-

peared from view. I waited. Heads soon
began to appear over the rise. Soon there
were a quarter-mile of heads popping
up and down. Facing us were 10 or so
structures: bunkers with two logs on top,
a slit about a foot wide, then four logs
below—the sort of bunker that would
accommodate a 75 mm gun. They were
sited correctly to engage a ship entering
the river.

Bob Paul, the gunnery officer, and I discussed our next move. I ruled out shooting at the people, which with shrapnel
could have killed hundreds. I decided to
fire one salvo from one twin 4-inch. The
shells were to be anti-ship, semi armourpiercing, and would explode 15 feet
after contact. Paul was to fire the shells
through the one foot high slit into just
one bunker. These two ship-killer shells
would enter the bunker-slit and when 15
feet inside would explode and rip off the
roof. I thought this simple demonstration would illustrate the personal hazard
to the occupants of bunkers.
Dick Leir bet Paul a dollar that he
wouldn’t get through the slit with the
first shot. Paul doubled the bet; he was
known to claim that his 4-inch guns at
one mile were as accurate as a targetrifle at a hundred yards.
The gun layer, Chief Petty Officer Aveling, fired. The two shells did not touch
the logs; both passed cleanly through
the foot-high slit. The earth works above
the bunker went a hundred feet into the
air, cascading down in a cloud of black
smoke. The thousand heads had disappeared; soon they reappeared. I turned
the ship away and steered to seaward to
give our audience a chance to visit their
demolished bunker and reflect on the
viability of their project.
Lee checked the area for months; the
undertaking had been abandoned. Leir, of
course, lost his two dollars. We were to
go into this same river some months later
under less favourable circumstances.
The war was now two months old,
the North still occupied the South, and
were looting the country. However, our
side was gradually getting into a position

Vice Admiral Dewey Struble USN did a short trip with us. He had me back aboard his battleship
Missouri for ice cream and pie. After the war, I was awarded the American Legion of Merit, which
I like as much as I did the pie.
to boot them out. Bombers and fighters
of the U.S. Air Force and from U.S. and
British aircraft-carriers ranged over the
country. Their targets were mainly troop
concentrations, which the Northerners
cunningly placed in populated areas

amidst the civil population. Women and
kids became hostages.
In aerial warfare the civil population
take a lot of unintended punishment.
The Korean fighting was a re-run of what
Continued on page 42
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had gone on in WWII in Europe. Commander Lee’s boats brought wounded
civilians to us; they were mostly women
and children. Usually, they had been hit
by bullets from our aircraft. The ship’s
doctor, Bruce Ramsay, set up a permanent operating room in my day cabin,
which bad been designed for that purpose. Ramsay trained Lieutenant Bob
Grosskurth, the electrical engineer,
to be his anaesthetist and the sickbay
petty officer to be his nurse. Twenty or
so Koreans were guests at my dining
room table; nine died. I attended their
funerals whenever possible.
One little girl of about six had been
shot through the chest with a .5 inch
bullet from an aircraft. Lee had brought
her onboard, almost dead. Lee and his
boat’s crew had again gone ashore and
managed to find her mother and bring
her onboard. Bruce Ramsay spent days
and nights with the little girl. She and
her mother were our guests for two
weeks. They lived in my day cabin; I
lived in my hut on the bridge. A rosycheeked little girl went home with her
mother. It showed what 225 praying
Canadian sailors and Doctor Bruce
Ramsay could do for a Korean kid.
Winter came, the Yellow Sea froze
in the northern parts. Athabaskan was
strengthened for ice and could push
through it, but soon all Korean boat
traffic stopped as far south as the 38th
parallel. That made the blockade easier.
This was a gentle winter; not the Canadian or North Atlantic sort. There were
no gales or high seas, just a mild chill and
an inch or two of sea-ice.
Our side had moved against the invaders in late September. Athabaskan had
taken an active part in the invasion at
Inchon and again at Wonsan on the east
coast. We had recaptured South Korea
before that winter came.
Then General MacArthur, who commanded all of us from Tokyo, made a
mistake, or so it is said. He ordered our
armies to keep pushing on into North
Korea, well beyond the 38th parallel.
The Chinese, seeing their allies losing,
moved in. They swarmed across the Yalu
River with thousands of infantrymen.
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One little girl of about
six had been shot
through the chest with
a .5 inch bullet from an
aircraft. Lee had brought
her onboard, almost
dead.

They routed us out of North Korea in
the space of two weeks. They continued
chasing our soldiers into South Korea.
They captured and looted Seoul, the
capital, for the second time.
This war was broadcast over the radio
in English and other languages as events
were taking place. By contrast, in WWII,
when our side lost a battle or a ship, the
news was hushed-up so we could feel
better about our prospects of winning.
In Korea the fighting ashore was literally
a running radio commentary on the half
hour by both sides.
A devastating feature of McArthurs
campaign was our army’s defeat at Chinnampo. American troops suffered most;
they were routed by hordes of Chinese.
To help rescue our retreating army, six
destroyers were sent up the river—
where we shelled the bunker. This was
thought to be a difficult operation owing to shallow water and dubious charts.
Two destroyers went aground and never got there. The other four, including
Athabaskan, got into the city. We fired
at long range into the Chinese Army positions. We destroyed oil tanks and held
off the enemy while our army scuttled

south toward safety. It was all rather
inglorious. The above-mentioned radio
commentators likened it to Dunkirk, but
that was a substantial stretch!
On that rather memorable day in
downtown Chinnampo we were anchored within yelling distance of taxis,
rickshaws, buses and bikes. Dozens of
small boats loaded with people and possessions paddled down-stream to safety.
We were firing our main guns at the
enemy’s approaching army, smoke and
horrendous noise all around—a scene of
the utmost chaos.
Well, not quite.
Some small boats—sampans—managed to tie themselves to the ship’s side.
The women on board were trading fruit
for chocolate bars and cigarettes with
our sailors on deck; they were pitching
the stuff between each other amidst
peals of laughter. This scene reinforced
my belief in the free-market system. It
was a demonstration of Korean versatility, courage and ability to make a deal.
It is no surprise to me that their women
golf players do so well!
Some naval histories make much of
the “hazardous” trip of the destroyers up
the river to Chinnampo. And in the dark.
And weren’t they clever to get there,
except for two that went aground.
I have neither poo-pooed nor tut-tutted these stories of navigational heroics.
My navigator, Dick Leir and I had zero
trouble coping with the river. We had no
difficulty because we were operating the
Marconi LN19 radar that Bill sent me. I
don’t want anyone to know how easy it
was lest someone ask me to return the
medal I was awarded for the feat!
Leir has reminded me that we in
Athabaskan also coached the destroyer
Cayuga up the river on that singular
occasion. The navigator of Cayuga was
Lieut. Andy Collier; his ship did not
have the magic L19. Dick advised Andy
over the radio of the positions of buoys
and rocks ahead of Cayuga that only we
could see. This account should not be
noised around at this late date; it’s more
fun for historians when they have heroics.
I really should have thanked Bill
Strange for sending me that radar;

however, I feel less guilty when I reflect
on his miserly, chintzy, penurious, niggardly deletion of thousands of my three
cent words.
Our side had now been booted out of
the North, but had retained the South.
The military positions had returned to
the original starting point, the 38th parallel. It was the springtime of 1951. How
was it all to end? There was talk of flattening the northern cities with bombers,
even using atomic bombs. Each side had
established a position; no winner seemed
likely.
An enemy radio station broadcast
several times each day. The voices were
always women who spoke flawless English. These ladies wondered why we
white Christian folk were in their country. They invited us to look about and
see if we felt “at home”. They thought
we might be missing our families, they
hoped our wives and girl friends were
being as faithful as they had promised
to be. They also wondered how much
longer we could expect them to be.
These ladies knew the names of the
ships and the captains. I was personally
mentioned several times. They knew the
army regiments and where they were
in Korea. “Colonel Parkstan, of the 2nd
army division, wouldn’t you sooner be
home in Arlington, Virginia, than sleeping in a tent in the rain on a Korean hill?
Come on Colonel, go home! Quit! We
don’t need you.” It was so insidious that
I banned the broadcast in Athabaskan.
On April 11th my admiral in Esquimalt sent a message, “Stephanie has
given birth to a daughter, both are fine.”
Now we had a girl to go with the three
boys. I think I wept with the frustration
of not being there. I had been away eight
months and was getting fed up with a
war that could have no decisive end. It
had bogged down and would probably
rot for years. (It did.)
I wondered why was it necessary for
the Navy to leave us here for such a long
time. Why not relieve the ships every
three or four months? Someone was either stupid or thoughtless. I knew I was
a great “example” setter and a leader of
unqualified ability! How about me lead-

ing the Athabaskan right home and wiring ahead for a taxi to take me to St.
Louis Street to see my new daughter?
A particular incident was annoying
me: the ship’s coxswain, Chief Petty Officer Stroud, was told via the naval radio that his seven-year-old daughter had
been badly burned in a household accident in Victoria. I immediately sent a radio message to the Esquimalt Command
to tell his wife that her husband was returning immediately. Chief Sharpe and
his radio men, with skill and persistence,
managed to get Stroud airline passage to
Canada. Stroud was to leave Sasebo by
train to Tokyo, fly to San Francisco, then
on to Victoria. We had plenty of U.S.
dollars onboard in my safe. I gave Stroud
$3,000 to finance his trip. We jackstayed

him to an American supply ship in the
Yellow Sea for the first leg on the same
day he got the news of his daughter. As
he left the ship on the wire, the crew
gave him a cheer.
A couple of days later I got a message
from the Command in Esquimalt that
said the cost of Stroud returning home
would have to be borne by him as Naval Headquarters (Ottawa) had not approved his return. I was one hundred
percent pissed off by the command in
Esquimalt even referring the thing to
Ottawa and again by Headquarters having the gall to intervene in the matter in
this negative way. It was up to me to decide whether or not I could spare Stroud
from his duties.
To be continued...

Jackstay transfer, with a cheer for Chief Stroud.
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NAC MEMBERS

OTHERS

Cdr(L) Ronald James LEGEER, CD*, RCN(Ret’d)
NOABC, 95 in White Rock. BC 11/12/16. Jn’d RCNVR as El
S/Lt 05/44, thence St. Hyacinthe 06/44 and Oshawa 10/44.
Prom El Lt 05/45 fll’d by Somers Isles 07/45 and NSHQ (as
RCN(R) Lt(L) ). Tsf’d to RCN as Lt(L) (sen. 06/44), thence
Stadacona (Air Det. Dartmouth & Magnificent) 03/47, Bytown
02/49 and Shearwater 10/51. Prom LCdr(L) 06/52 fll’d by
Ontario 10/53 and Bytown 01/56. Prom Cdr)L) 01/57, thence
Bonaventure 08/60 and NDHQ (DGFE) 09/62. Ret’d in ’69.
(JGRH)

Lt Arthur Bruce CRICKMORE, RCNVR(Ret’d)
96 in Toronto 02/08/18. Jn’d RCNVR as Prob S/Lt 01/44.
Prom S/Lt 09/44 and Lt 09/45. Srv’d Kings and Moncton. To
Ret’d List late 1945. (Toronto Star)

Capt Harry Hewat RICHARDSON, CD**, RCN(Ret’d)
NAC-O, 88 in Ottawa 01/07/18. Jn’d UNTD as Cdt(S) 01/51
at Star. Tsf’d to RCN as A/S/Lt(S) (sen. 09/52) thence Ontario
05/53 and Naden 08/53. Prom S/Lt(S) 09/54 fll’d by Labrador 05/54. Prom Lt(S) 07/55 thence Magnificent 11/56, Donnacona (Sup O.) 07/57, Niagara 11/59 and St Croix 08/62.
Prom LCdr 07/63, thence CFHQ/AU 08/65. Prom Cdr 07/67
fll’d by Bonaventure in ’69, CFHQ 06/70 and CDLS(L) 02/73.
Prom Capt 09/54 thence ADM(FIN CS) 09/74, CFSU (Ottawa) 09/77, 25 CFSD Montreal 06/78, CFLS Ottawa 06/80,
CFA Ankara 08/81 and CFSU Ottawa 08/83. Ret’d 12/84.
(Citizen, WC)
Surg Capt Donald John SCOTT, OStJ, CD*, RCN(Ret’d)
NSNAC, 82 in Bridgewater, NS 26/04/18. Jn’d RCN as Surg
Cdt 09/59 at Chippawa and prom A/Surg/S/Lt (sen 09/60) on
graduation in ’61. Following internship prom Surg Lt 05/62,
thence MIR Ottawa 07/62, Naden 08/63 and Chippawa (RCAF
Stn. Winnipeg) 07/65. Prom Surg LCdr 07/65 fll’d by Cataraqui (Radiology specialization) in ’67 and CFH Hfx 09/71.
Prom Surg Cdr 09/75 as Chief Radiology CFH and thence Surg
Capt in 1980 as CO CFH. Ret’d in ’82. Civ career as surgeon
in NS South Shore hospitals. (SR, Chronicle Herald).

Note: * indicates bar to the medal
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Lt(S) Peter Edwin DARBY, RCN(R)(Ret’d)
83 in Halifax 04/06/18. Jn’d UNTD as Cdt(S) 01/52 at Scotian, prom RCN(R) S/Lt(S) 09/54 and Lt(S) 09/56. Tsf’d to
Ret’d List in ’58. (WC)
MGen(Ret’d) Donald Melville GRAY, CD**
86 in Kingston, ON 16/07/18. Jn’d RCN(R) as Cdt at Royal Roads 09/52, thence RMC 09/54 and prom RCN(R) S/Lt
(sen.09/55) 06/56. Tsf’d to RCN as A/S/Lt(CE) (sen. 06/56)
late Summer ’56. Prom S/Lt(CE) 05/57, Lt(CE) 10/57 and
Lcdr 04/64. Tsf’d to MILE Branch 1968 and prom LCol 10/71,
Col 06/76, BGen 07/80 and MGen 09/85. Srv’d NSHQ, Hochelaga, Niagara (USN Exchange), Dkyd Hfx., RMC (CE lecturer), CFB Winnipeg, CFB Chilliwack, 3 Field Sqn RCE (CO),
CFSC (Course 6), 1CEU (CO), CF Training System Command, Air Command HQ, CFB Trenton, Base Commander
Chilliwack and NDHQ. Ret’d 09/87. (RGC, WC)
Cdr(NR)(Ret’d) Alan M. G. (Casey) HALE.
Former Calgary Br., 81 in Calgary 30/05/18. Jn’d RCN as Cdt
at CMR 09/55 and later withdrew due to illness. Later jn’d NR
at Tecumseh and eventually prom Cdr. CO Tecumseh 197578. (WC)
A/Lt William Oliver HANSON, RCN(R)(Ret’d)
88 in Ottawa 22/06/18. Jn’d UNTD as Cdt 01/50 at Donnacona. Prom RCN(R) A/S/Lt 09/52, S/Lt 09/54 and A/Lt
09/56. Tsf’d to Ret’d List in ’58. (Citizen, WC)
Cmdre John HARWOOD, CD**, RCN(Ret’d)
85 in Kentville, NS 16/05/18. Jn’d Royal Roads 09/51 as
RCN(R) Cdt and tsf’d to RCN 09/52. Prom Mid 09/53, A/S/
Lt and S/Lt 01/55, Lt 01/57, LCdr 01/65, Cdr ’74, Capt 01/78
and Cmdre in ’83. Srv’d Ontario, Magnificent, Niobe (RN for

“All these were honoured in their generations,
and were the glory of their times.
There be of them, that have left a name behind them,
that their praises might be reported.”
– Apocrypha, Ecclesiasticus 44

Trg), Fraser, Ste Therese, HMS Dryad (Long D Course), Margaree, Bonaventure, Niobe (RN Exchange Dryad), CFFS Hfx.,
CFSC (Course 5), Kootenay (XO), Qu’Appelle (i/c), Saskatchewan (i/c), Saguenay (i/c), Commander Sea Training East
Coast, Algonquin (i/c), Cdr 5th Cdn Training Sqn., CF Command & Staff College (Dir Maritime Studies) and Commander
Canadian Fleet. Ret’d in ’87. (FMcK, Canada’s Admirals &
Commodores)
Lt(L) Charles William KINGSTON, RCN
86 in Vancouver 03/05/18. Jn’d RCN(R) as Cdt at RMC
09/51, tsf’d to RCN 09/52, prom A/S/Lt(L) 06/55, S/Lt(L)
same date and Lt(L) 12/56. Srv’d Stadacona, VS-880, Naden
and Crescent. Rls’d in 1960. (WC)
Lt Carl D. LAMING, CD*, RCN(Ret’d)
85 in Truro, NS 07/06/18. Jn’d RCN 09/51, qual as Observer’s
Mate reaching rank of CPO1. CFR’d as S/LT 08/69 and prom
Lt 08/72. Srv’d Cornwallis, Shearwater, Magnificent, Bonaventure, 413(T&R)Sqn., CFB Hfx and CFRC Charlottetown.
Ret’d 11/81. (SR, Chronicle Herald)

LCdr Ernest Leon MOFFOAT, MMM, CD**, RCN(Ret’d)
83 in Halifax 18/05/18. Jn’d RCN 12/53, CFR’d as S/Lt 04/68,
prom Lt 04/71 and LCdr 07/75. Srv’d, inter alia, Kootenay,
CFB Hfx., MARCOM HQ, CFFS Hfx. and NDHQ. Ret’d
08/89. (SR, Chronicle Herald)
CPO1 William Richard MULOCK, CD**, RCN(Ret’d)
85 in Ottawa 06/04/18. Jn’d RCN 08/50 in Marine Engineering Branch, reaching C1ERA. Srv’d, inter alia, Protecteur, Preserver and NDHQ (Career Manager, Frigate Project). Ret’d in
’87. (Citizen)
Lt Roger Frederick PEET, RCN(R)(Ret’d)
76 in Winnipeg 18/05/18. Jn’d UNTD as Cdt at Cabot 01/61,
prom S/Lt 08/63 and Lt in ’65. Ret’d in ’73. (WC)
CPO1 Beverley Charles POST, CD*, RCN(R)(Ret’d)
92 in Ottawa 14/07/18. Srv’d RCAF and army WWII. Jn’d
RCN(R) at Carleton in 1950 and srv’d till 1977. (Citizen)
LCdr William WEBB, CD, RCN(R)(Ret’d)
84 in Whitby, ON 06/05/18. Jn’d UNTD as Cdt 01/56 at York.
Prom RCN(R) S/Lt 07/58, Lt 07/60 and later LCdr. XO York
1972. (WC, Toronto Star)
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By F. R. (Hamish) Berchem CSMA

1951 Royal Tour
The Royal Tour began in Montreal on October 8, 1951, during the time of the “Static War” in Korea.
The Royal couple visited across Canada to Vancouver where they embarked in the destroyer HMCS
CRUSADER for Esquimalt/Victoria on 21st October - Trafalgar Day.
From there they travelled back across the country to Sydney, Cape Breton, and then sailed in HMCS
ONTARIO to St. John’s, Newfoundland on November 10 to attend the Remembrance Day Service in
the Anglican Cathedral the following day. The Tour ended on November 12 when the Royal couple
departed for England in the RMS EMPRESS of SCOTLAND.
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