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Commodore’s Corner

Crunch time for naval technical
training

By Commodore Richard Greenwood, CD
Director General Maritime Equipment Program Management

val technical community’s alike, as well as for personnel in theimpact on ship schedules have yet to
senior advisory body, other seagoing trades. be fully defined, and we also have to
look beyond the frigates to their

eventual single-class replacement

The MARE Council, the na- naval technical officers and NCMs of the project itself and the resulting

meets twice a year to examine issues
priorities and actions affecting offic- ; .

ers of the MARE career field and the’ézuﬁ:ﬁ ig{\jllvrl)rllgi]nag\l/g(re’ cflgiell\ﬂev?rllz and consider the implications and
NCM (non-commissioned) naval the other concergr]led xaval a)c/jvisorfptions for how we train our people.
technical occupations. If there is one rouns to find a workable solution If history is any indication, we can
item pushing itself to the forefront of% t'Ip h q ded - almost certainly expect that a new
the Council’s discussions these days nlll now we have depended on ageneration of ships will bring some

it is the burning issue of how the v;’g,:'iﬁgltl?dbehssh?gsg%'gangmpggﬁéss{undamental changes, and that by the
navy expects to meet its personne P

. . ime the smoke clears from the frig-
training requirements (and even Za:);pned”zrelszltg dter:g/esrktinesl;?gvv\céate modernization program in 2016
what those requirements should befe guire of our tecr?nical ersonnel. Ve will be on track with a much dif-
during the upcominddalifax-class do(?ft think anyone Wourl)d disagre.eferent long-term training and career
modernization project. that, as a result, the Canadian navy's'on'

' So where do we stand with this?

, — . The complicated issue of possibly
The frigate modernization project , realigning the navy’s technical train-

poses serious challenges on 4t doesn’t take a math- ing and career employment to meet

number of fronts, not the least ofgmagtician to figure out future requirements is on the front

\IflVLTI’IT(]:BeISI’ g}?{gﬁgﬁ:i‘;ﬁg;ﬁg 'trr];ir:]e_t hat the prem ium for burner at all levels of the navy right

ing billets will have on personnel bunk space will increase nolv(\;.OThe goa{, oflc?urst?], if to d?vitshe
taing and carce adhancomendramatically. 2 100 perentso.on that mest he
Beginning around 2010 and continu-

: : pirations of the navy’s personnel. Is
Ic?t?t tgfr(t)#ghlgoslh(?bssinrﬁgyﬂiztﬁgfenjoys a world-class talent in itsthis achievable? We think so. Con-

- : technical officers and NCMs. The structive compromise will be the or-
;z(:\[l;;aé);ecéat%sg) : gﬁ'tfg??é?\s,iﬁgu;? gﬁ uestion we hav_e to consider now isder of the da}y as we take a fresh'lpok
one time for midlife refit and mod- Have our requirements changed’at our requirements and_ reposition
ernization. The challenge of manag—Th.e _quallty of our naval technical ourselve_s for what promises to pe a
ing even a temporary loss of se4raining has certainly left us well po- new era in naval technical training.
billets for six years is formidable sitioned for the challenges of todayMaking up for the anticipated loss of
enough given our current personnefnd the near future, but what abouplatform avall_ablllty_for at-sea train-
numbers, but the navy is aggres—orthe Iongerte_rm? It takes years tang opportunities will call for crea-
sively reéruiting additional naval develop our officers and NCMs to _tlve Workarounds, to be sure, an_d it
technical officers to make up for Cur_the standard we curre_ntly demandjs very likely that any solutlor) will
rent shortfalls. It doesn't take a math-Y&t We are facing a serious shake-unclude greater reliance on simula-

ematician to figure out that both thet® the training status quo with thetor-based training.

premium and demand for bunk Spac(¥pcom|r_lg-|allfax-class moderniza- It's a tough nut we have to crack,
will increase dramatically. This issue lon project. sorting this out, but the possibilities
will have a direct impact on the The situation right now is any- for the future of naval technical
availability of shipboard billets for thing but clear. The implementationtraining and employment are excit-
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The MARE Council’s primary responsibility is to provide advice on issues, priorities and actions affecting
officers of the MARE career field and NCM naval technical occupations. The Council most recently met in
Halifax in late March around the time of the MARLANT Technical Support Seminar, and will meet again in
Victoria this October to coincide with the West Coast MARE Seminar. Minutes of all MARE Council meetings
are available on the DGMEPM website. From left to right, the Council includes: Capt(N) Eric Bramwell,
Capt(N) Martin Adamson, Capt(N) Gilles Hainse, Cdr Richard Gravel, Capt(N) Mike Williamson, Cmdre Richard
Greenwood, Capt(N) Jim Jollymore, Capt(N) Richard Payne, Capt(N) Richard Houseman, CPO1 Jean-Marc
Turcot (DGMEPM Unit Chief), and Capt(N) Pat Finn. Unavailable for the photo were RAdm lan Mack, Cmdre
Jim Sylvester, Capt(N) Alex Rueben, Capt(N) Mark Eldridge, Capt(N) Andy Smith and Cdr Wayne Rockwell
(Secretary).

ing. As we wrestle with these issuesship at all levels to ensure we don’tequipment. It also includes the op-

over the next several years, the onéose anyone along the way. It iserator/maintainers.
thing we can rely on is the ability and something we do very well, provid- :
willingness of the naval technical ing systems solutions for the navy, %
community to adapt to any changealways remembering that a system

and to provide the necessary leadereomprises much more than just the

Maritime Engineering Journal Objectives

» To promote professionalism cussed, even if they might be con- ¢ To provide announcements o

among maritime engineers andtroversial. programs concerning maritimg
technicians. - To present practical maritime €ngineering personnel.
e To provide an open forum engineering articles. » To provide personnel news

where topics of interest to the . To present historical perspec-not covered by official publica-

maritime engineering commu- tjiyes on current programs, situationg!ons.
nity can be presented and disznd events.
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Forum

CPO1 Denis Chitouras — A Story of Success
and Inspiration

ast October | had the goodhad to make the decision to commitpartment that didn’t matter. Denis
Lfortune to attend Chief to getting his qualification. He knew his role cold. As CERA it was

Petty Officer 1st Class worked hard, achieved his Cert 3C his responsibility through the engi-
Denis Chitouras’s retirement func-and never looked back. He was on aeer to ensure the technical readiness
tion at the Chiefs & Petty Officers roll. of the engineering department. It was
Mess in Ottawa. | planned to just a responsibility he took seriously,
wish him farewell and good luck, Denis went on to get his Cert 4,and he was smart enough to realize
and enjoy a quick pint. After all, he and was promoted CPO2 and apthat the boat’s technical readiness
wasn'’t going far. He was trading hispointed Chief ERA in HMCS was directly linked to the readiness
uniform for an EG-06 position Ojibwa By this time | was the sub- and capabilities of his men. First and
within DGMEPM. foremost, he looked after the well-
being of his people. The rest fell into
place simply because he took care of
his men and provided them with
strong leadership. It was a pleasure
to watch him instill in his subordi-
nates the confidence, trust and mo-
tivation necessary to ensure the
submarine was operating at its peak.
His solid leadership was directly re-
sponsible for the profound impact
the engineering department had in
the successes enjoyed Byibwa
throughout his service on board.

I had no intention of speaking. |
was just going to sit back and listen
to what others had to say, and re-
member some of the experiences |
had shared with Denis. As the
speeches and accolades came to an
end, however, | realized that the
speakers had covered only the last
few years of Denis’s career — the
“twilight years” he spent at NDHQ
in the career shop and in DGMEPM.
No one really mentioned his time in
Halifax, or, more importantly, his —
time at sea in submarines. | knew | ~ CPO1 Denis Chitouras As | spun this tale at his going
couldn’t sitidle. His story needed to marine squadron technical officer,away, | regretted there were no jun-
be told, so I got up and “spun the dit.”and | worked closely with Denis andior NCMs there to hear his inspiring
: , . his engineer officer as they tooksuccess story. Having gone from a
on(ejzgtgcggzl{arr?j isnggir;?iroﬁ_ }rfLij:ZtOjibwa out of refit and through the petty officer 2¢ class who had
met him in the mid-80s when he wasd€manding rigour of sea trials, ceased training and had little ambi-
a PO2, Cert 2C, and | was joiningramp'ng the boat up to high readi-tion for l;ltmvmg up, to a chief petty
submarines as a Part 3 trainee. | wa4€SS- Many was the time we foundofficer I* class in such a relatively
doing my submarine and head of deourselves on the submarine jetty ashort period of time was a tremen-
partment training on board HMCS some ungodly hour in the morning dous feat. It required hard work, de-
Onondagaand Denis was one of fixing defects to maintain the boat'stermination, guts and strong
three engineering officers of the Program. I was watching a now qon-leadershlp — character traits that
watch. Not only was he a P2 Cert » fident, highly motivated and inspira- speak to the core of what and who

' tional CERA performing like never Denis Chitouras is. He served

?hlf; hfhgta V?lacseaalfoisegegglcrlgh:gr%erbefore. Canada proud as a sailor, and | am
9 sure he will continue to do so as a

those who were happy to remain in It was well known throughout the ublic servant

their current rank and job. This fleet that Denis was a competenljD '

policy changed a few years later,stoker, but not the most adept at Bravo Zulu, Denis, and all the
forcing Denis back into the training swinging a spanner. He may not albest. — Cdr Marcel Hallé,
pipeline to get his Cert 3C. Unfortu- ways have been the first person to O MEPM — SM 5, Submarine
nately, his training didn’t go as picked when a critical job required Class Desk

quickly as it should have and he wassome intricate dismantling and repair 4

confronted with being released forof marine systems equipment, but -

lack of progress. At the brink, Denis now as the senior NCM in the de-

Photo: Brian McCullough
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One-stop Shopping — Replenishment at Sea
and the Royal Canadian Navy, 1945 to 1961*

Article by Dr. Ken Reynolds

hen she left Canadian
waters for the last time
in 2002, the former

HMCS Provider (AOR-508) sailed
a quarter of the way around the
world to work as a supply barge in
the Greek islands. Commissioneg
into the Royal Canadian Navy in
September 196 rovider (the sec-
ond ship of that name) was the firsf
of her kind for this country, the “one-
stop shop” replenishment at sea ves
sel, older sister to Her Majesty’s - : =
Canadian ship®rotecteur(AOR- : =
509) andPreserver(AOR-510). Early days: the first HMCS  Provider . (All photos courtesy DND)

How the RCN ended up with such a

ship, such a series of ships, is a fas- Nothing else compared to thePacific, but one warship late in the
cinating story with roots going back American organization. The Royalwar did not effect any change in
some 60 years. Navy relied mainly on shore stationsCanadian policy.

for replenishment, and what refuel- ; ;

ling at sea it did conduct in the Northgg‘cﬁglggﬂoeesgﬁuons and
Atlantic and in the Russian convoys

T : reflected cumbersome procedures Underway replenishment contin-
activity that the United States Navydeveloped long before thep war. It wadied to be a topic of interest for the

perfected during the Second Worldom Py .~ American and British navies imme-
. y when they joined the USN in "} ;
War. Before 1944 the only replenlsh-,[he Pacific that the British began todiately following the war, and the

ment at sea the Ame(icans typic_ally,[ake a comprehensive look at theRCN kept watch on developments.
carried out involved oilers refuelling

matter. The truth was. an American-" late 1947 Canadian naval staff
ships at sea. Warships came to po ' '

s : . reported on recent British replenish-
to be resupplied. As the Pacific cam-éter fleet train was a very expenswerment trials carried out by HMS

paign progressed, however, taslgrc())posmon and was only partially Bulawayq a former German U-boat
pted by the British. .
groups stayed at sea longer and useclﬂ| fuel and supply ship. Although most
more ammunition and supplies than For the Royal Canadian Navy, of the trials involved refuelling at
ever before. Oilers started to carryreplenishment at sea during the wasea, experiments in transferring
extra items and, in late 1944, theclosely followed the doctrine and stores and ammunition were also
Americans formed a logistics sup-practice of the British. Canadian conducted. The RCN also sent Com-
port group incorporating ammuni- warships spent most of the war strugmander (S) Charles Dillon and other
tion and stores ships to conductgling with the difficult astern method officers south in 1947 to observe the
replenishment at sea. This “fleetof refuelling from tankers and oilers. American mobile replenishment set-
train” allowed the task groups to beThe cruiser HMCS®Jgandadid ex- up with the U.S. Atlantic Fleet.
replenished at sea in a fraction of theperience the American method ofDillon informed the Naval Board of
time it had previously taken. alongside replenishment while in thehis experience and the benefits the

Underway Replenishment — the
Early Days
Underway replenishment is an

[*This article is an abridged and edited version of a paper of the same name presented by the author @t the 7th
Maritime Command Historical Seminar in Ottawa on September 23, 2005. The full, referenced versign con-
taining a more complete account of the navy’s investigation into a nuclear propulsion option for fleet ffeplen-
ishment ships will be found in the proceedings of the Maritime Command Historical Seminar when they are
published.]
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RCN would receive if it acquired
similar logistics vessels, but CanaA
dian developments in underway re-
plenishment were caught up in the
postwar downsizing and were slow
to materialize. Two former Fairmile
motor-launch depot ships, HMCS
Provider (1st) and her sister, HMCS
Preserver(1st) were even paid off in
1945 and 1946.

Doctrinally, it was apparent that
Canada would follow the lead of the
Americans and British. After all, Ca-
nadian warships would be operating
with their warships on exercise or in
a war and would need to use thei
oilers to refuel. At the same time it
was decided that Canadian warships
should continue to practise passindowed the RCN ships to remain onment at sea in their own ways, and
stores, ammunition and personnektation at sea, it made the fleet pareach had an influence on the route
from ship to ship whenever possible ticularly dependent on the Ameri- the RCN ultimately followed. So
This line of thinking was typified in cans for its logistical support. too, ironically, did the wartime Ger-
1948 V\(hen arequestto _h_ave the aux- Meanwhile, the American and Man navy. The smaller, geographi-
iliary oiler Dundalkmodified to re- j?n cally dispersed, and resource-chal-

[I'he Canadian Forces Auxiliary Vessel (coastal tanker) Dundalk

fuel warships at sea (at the grand co r'tt-'Sh nz#nes corgmued the|r|exanr1]|—lenged RCN had much in common
of $692) was declined. It was argue ation ofiormer s>erman repienish- logistically with theKriegsmarine

. > ¢ ent vessels. The Americans had re-
that it would be more beneficial for

All of these influences would make

Canadian warships to practise refu-_. ; " their mark in two separate, yet inter-
elling at sea with one another.leztrZrmS;g tgng'\élffnurﬁ;vs?ggéther connected paths of thinking and de-
Dundalkand her sister shipun- into the U’SN in 1953 as the USSvelopment in the RCN in the 1950s
durn, it was noted, were coastal tank-COnecuhShe was eventually Olesig_and 1960s. The first path followed
ers not meant for use in the open S€81ted AbR-llO (auxiliary oiler, re- the development of a mobile logis-

By the end of 1950 the office of plenishment), the first ship to receivellCS Program for the navy, especially
the Director of Weapons and Tacticsthat prefix, and served as a replen®S ittied into the needs of the North
had produced draft staff require-ishment fleet tanker in the Atlantic ~tantic Treaty Organization. The
ments for fast fleet oilers for the and Mediterranean until 1956. It is S€¢Ond path involved converting
RCN. Capable of keeping up with quite clear that this ship helped pavéXISting vessels to help meet the
the fleet at 20 knots these shipshe way for the development of the''€€t'S logistical needs.
wou_ld support the fleet dur_ing long American AORs and the AOE fast At the end of September 1955 the
periods at sea by refuelling four combat support ships. navy’s Director of Naval Plans and

ships simultaneously —one ship on British trials continued with HMS Operations, Captain William Landy-
each side and two astern. The-rel_BuIawa ountil 1955. The lessons More, noted that with the growing
sponse from Naval Constructor-in- y .

- - . learned from her were built into the Size of the navy and more frequent
ChleL Captain Rowland I|3aker I British Tide-class fleet oilers, the NATO exercises Canadian warships
March 1951 noted this would require . " =0 C 0 i unched inwould need to refuel from British or
a large vessel costing $10 million to'!'>t Of that class Deing faunched in :

b 'Idg' q hg 1954. Canada was given an opportuAmerican tankers. The role of the
ul -clin Canada. The na\éy \é\{as %Ot ity in 1953 to purchase one of theRCN in NATO was having an in-
const erlngdacquw:ng such STpS, u{;ide-class vessels under construccreasing impact on Canadian naval
was instead resolving the require-. =708 LR20E S T TR L o nning. In May 1956 the Naval
ments for using commercial tankers.0" PUt d€cided to decline the otier - o
in an emer en?: as construction of a tanker in Canadd3oard reviewed the navy's mobiliza-

gency. would better suit the long-term inter- tion plans in light of NATO’s MC 48

ceived the ex-Germdbdithmarschen

During the Korean War, Canadianests of the RCN. strategic guidance policy which rec-
warships were primarily supported , ognized the Atlantic Ocean as both
by American and British base facili- NATO and the RCN's NATO’s “defensive depth” and its
ties and supply organizations. As aProgression Toward RAS avenue for reinforcing land forces in

senior naval officer acknowledged The American and British navies Europe. During that meeting, Con-
some years later, although this alfollowed the concept of replenish- structor Captain Baker announced he
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had prepared a design for a 10,000eonstruction of three tanker/supplycivilians. Until such information was
ton, 20-knot fleet replenishment ves-ships be made an “A” level priority provided, the Naval Board would
sel “to provide mobile logistics sup- in the naval estimates for 1958-59. defer a final decision.

ort to the fleet.” The ship was ca- . : .
Bable of carrying fuel oilpaviation The pressure to procure these ves- It is of interest to note that during

; sels was maintained by Captainthis period the Naval Staff also dis-
fuel, stores and up to 12 helICOpterS{_andymore in July 1957 in a reportcussed the possibility of providing
In a pattern that continued to recen i lerish + Notinath v shi ith |
years, he recommended two tanker§n Underway replenishment. No ingthe new supply ships with nuclear
for the Atlantic coast and one for thethat all modern warships were propulsion. By April of 1958, how-
Pacific equipped to be replenished at sea, hever, this idea was shelved due to the

' saw this activity as the means “toestimated cost of $20 million per
At the end of May the Naval sustain the highest possible intensityship, and the navy’s own change in
Y y g

Board discussed the draft prelimi-of operations in war” for the Cana- priorities which now focused on
nary naval estimates for the next fisdian fleet. He estimated that duringplacing nuclear propulsion within
cal year (1957-58), which called for active operations five or six Cana-Canadian-built submarines.
a design study to be initiated on adian anti-submarine warships would .
“tanker/maintenance ship.” Vice- be away for refuelling and resupply 1he Cape-class Ships, 1950-1957
admiral Harry DeWolf, Chief of at a fixed base at any one time. Ei- While the process to get three
the Naval Staff, questioned thether more escorts needed to be builtanker/supply ships approved contin-
proposal, finding it “difficult to or the fleet needed to be resuppliedied, other developments of note

envisage a ship were taking place
that could carry within the RCN. In

out all the in- 1951 two escort
tendedunctions.” maintenance ves-
DeWolf’'s vice- sels built in Canada
chief, Rear-admi- during the war for

ral Horatio Lay, re-
sponded to the
contrary by noting
that preliminary
staff studies indi- =
cated that it was |

the Royal Navy
were returned home.
Beachy Headand
Flamborough Head
each measured 442
feet in length, dis-

indeed a feasibleft e s : = - | placed about 10,000
proposition. Fur- | = s s - | tonsandhad a speed
ther study fol- The Royal Fleet Auxiliary vessel  Tidepool of 10 knots. Each
lowed, and at the was equipped with

end of July Captain Landymore sub-on station. He recommended the latworkshops and able to maintain one to
mitted draft staff requirements for ater through the purchase of threegwo dozen escort warships away from
tanker/maintenance ship similar toCanadian-built replenishment ves-shore support.

that proposed in May. sels in the 15-to-22-knot range, ca- Initially the plan was to refit both
Tanker/Supply Ships — Round 1, ~ Pable of carrying fuel and provi- ships as maintenance or headquar-
1957 sions. ters vessels, but a lack of trained

The seed had been planted, but the The Naval Staff approved Landy-technical trades personnel in the
project would still take more than more’s proposal one month later,navy led to the use élamborough
two years to be fleshed out and obpassing it on to the Policy and Headas an apprentice training facil-
tain the necessary approvals. In AprilProjects Co-ordinating Committeeity, providing both classrooms and
1957 Captain Robert Murdoch, Di- (PPCC) which agreed that threeaccommodations for instructors and
rector of Tactics and Staff Duties, tanker/supply ships should be madestudents. Modifications complete,
signed off on the latest draft staffan “A” level priority for the navy. In the ship was commissioned into the
requirements for a tanker/supplyOctober the Naval Board examinedRCN as HMCSCape Breton(hull
ship. The ship would have to be ableghe proposal in the context of ensurpennant 100) in 1953. Moored
to operate in arctic and tropical con-ing the most effective use of Cana-alongside the Halifax dockyard, this
ditions and would be equipped with dian warships in the initial phase of“floating schoolhouse” trained about
sonar, but it would have no gun ora war. The board wanted more infor-300 naval technical apprentices over
missile armament. Countermeasuresation on such things as the size anthe next five yearsBeachy Head
would be limited to torpedo defence.displacement of the ship, its pro-meanwhile, was renamé&hpe Scott
In May the Naval Staff recom- posed uses in peacetime, and wheth¢.01) but was not commissioned.
mended to the Naval Board that thet would be crewed by theavy or by  She also participated in the training
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program by dealing with overflow
from Cape Breton

By the end of 1954 questions had
been raised about the desire t¢
modify the Cape ships as escorf —
maintenance vessels. It was arguef
that proper maintenance and repaif
of the Canadian fleet would require[-=

30,000 tons — up to three times the

size of the Cape ships. After morg==

than a year of silence on the mattef=#
..-'“

the first draft staff requirements for
an escort maintenance ship were iqsesss
sued in March 1956. Details were

HMCS C Bret
sketchy, but the document fuelled ape sreton

debate ats tf[)hw?etﬂe_rr:]he dCath’% Shipfanker/SuppIy Ships — Round 2, would be asked to recommend to the
were up 10 the task. The dralt docu- g57_195g Cabinet Defence Committee that

ment outlined a ship with an endur- .
ance of 15.000 mﬁes at 15 to 17 By the late winter of 1957-58 the copstruct!or) of the tankerlsupply
knots, armed with four 3-inch guns SeNior naval leadership was ready t&hips begin in 1959-60.

and defensive measures, and fitte€commend the construction of the A few days before the Chiefs of
with extensive workshops and stor-t2nker/supply ships to the Chiefs ofStaff met, Captain John Charles,
age facilities. Over the next 14 Staff Committee in the hope of re-Director of Naval Plans and Opera-
months debate within naval head-C€iving its approval to forward the tions, expanded the overall debate
quarters led to calls for many signifi- Fequest to the federal governmentwithin the navy concerning what
cant additions to the capabilities andOn Feb. 21, 1958 VAdm DeWolf types of logistics vessels were nec-
in particular, to the structure of the Signed the navy's proposal, main-essary. He proposed the navy acquire
proposed vessels. One suggestioffiNing it was in line with the needs a “fleet issue ship” for each coast to
even called for one of the Cape shin‘c NATO's military policy that the supplement the ability of the tanker/
to be modified as a one-stop supplytantic be defended as far forwardsupply ships to provide ammunition
ship to carry provisions, refrigerated @S Possible. The tanker/supply shipand stores to the fleet through replen-
goods, general stores and, possibiyvould form part of the navy’s ishment at sea. He realized such
armament stores. overarching logistics support pro-“mobile supply depots” would be
. gram along with shore infrastructureexpensive to build and recom-
Captain Murdoch brought the gnq fleet repair abilities. mended acquiring two Canadian

discussion back under control. In - . :
May 1957 he noted that although !N terms of procurement, the navyNational Steamships cargo ships.
the navy seemed to want a ship ofad looked at chartering or requisi-The PPCC reviewed this proposal,

. . ; ioni i _but felt that in view of the decision
“far greater dimensions” than a lloning commercial tankers, but deter to pursue construction of the tanker/
Cape-class vessel, that option wagined this would not meet the navy's v ships. fleet hi d
“most unlikely.” The Cape ships needs. Purchasing or renting eX|st|n_$UppyS Ips, fleet issue ships wou
would have to do. He submitteqNaval vessels had also been conside of marginal use.
another draft of staff requirements€/€d- Ten existing foreign designs  The Naval Board examined the lat-
for the proposed escort mainte-Were examined, including the British est, largely unchanged, draft staff re-
nance ships, which in addition toT'de class, Whlch mostiosely met quirements for the tanker/supply ship
their primary duties also called for S@nadians requirements, but thesen July 17, 1958. The ship was to pro-
these vessels to provide “limited SNIPS Might no longer be available.vide replenishment at sea with respect
logistic support” to escorts away Instead, VAdm DeWolf proposed mostly to fuel, but also to stores, am-
from port. The Cape ships would that the tanker/supply ships be builtmunition and replacement helicop-
be modified to operate in arctic !N €anadian shipyards at an estiters. The vessel needed to sail at 20
and tropical conditions, strength- Mated cost of $15 million each, withknots, have a range of 5,000 miles,
ened for navigation in ice, and construction starting in 1959. have a deep dlsplacemgnt of not more
outfitted to operate two helicop- The Chiefs of Staff Committee than 22,000 tons, and incorporate a
ters. The ships would remain un-reviewed the RCN’s submission onCréw of 12 officers and 124 sailors.
armed. The Naval Board gave itsJune 10, 1958 and after some discusthe board accepted this latest draft.
approval for this plan on Nov. 27, sion agreed to the navy’s proposal. In September 1958 The Honour-
1957. The Minister of National Defence able George R. Pearkes, Minister of
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National Defence, duly made hisforming replenishment operations of$14 million per ship. Further study
submission to the Cabinet Defencdanterest to the larger pursuit of of the subject was called for. It took
Committee. Noting that the lack of underway replenishment within theanother 13 months for Cmdre
Canadian mobile logistical supportRCN. Of note are a refuelling at seaBoulton to complete his new study,
undermined Canada’s naval contri-exercise carried out liyape Scotin  and although he agreed the tanker/
bution to NATO, he supported theDecember 1959Cape Bretors supply ships and the Cape ships
navy’s request to construct threework as a headquarters ship duringvould be able to provide various
tanker/supply vessels in Canada. Th&/INTEX 61, and the 1960-61 inves- types of fuel and stores, he still main-
minister called for the construction tigations into using both ships for tained the need for fleet issue ships
of the first ship to begin in 1959-60, sealifting Canadian army troops,for the RCN. It was to no avail. Dur-

with completion expected in 1962- vehicles and material. ing thePPCC's review of the proposal
63. Cabinet agreed on Nov. 12, 1958Tanker/8upply Ships — Round 3, ©N June 7, 1960, approval fo_r such ves-
Cape-class Ships, 1958-1960 1958-1960 sels was withheld. The fleet issue ships

. . would, instead, be placed in the long-
After several years of debate the The Naval Board was informed in term forecast of RCN requirements.

Cape ships were finally to be modi-December 1958 that the design
fied as escort maintenance vesselgirawings for the tanker/supply ship  For all practical purposes this de-
The apprentice training program onwould be delivered to the Depart-cision left the tanker/supply ships as
board HMCSCape Bretonwas ment of Defence Production in Januthe sole vessels capable of large-
closed down, and in the summer ofary 1959. DDP would be responsiblescale replenishment at sea for the
1958 the ship relocated to Esquimalfor contracting out the ship’s con- near future. The tanker/supply ship
and was paid off. The conversionstruction, which the board hopedsoon to be laid down had quietly
took more than a year to completewould take place as soon as possibldiecome the object of one-stop shop-
and included the installation of ad- On the verv same dav that theping in replenishment at sea for the
ditional workshops and a helicopterNaVal Board X/vas bein ybriefed Royal Canadian Navy. The comple-
landing platform. She was recom- d A B glt th ' tion of the transformation of the new
missioned in November 1959 and  0MMOdore Angus bouiton, e ycq Provider (2"9) — the name

took up her post in Esquimalt in Alxaslsistant Chief (()jfttr?et tNhavaI St%f.fl chosen by the Naval Board in De-
March 1960. HMCSCape Scott (F1ans), proposed that the possibilq her 1960 — from tanker to op-
which had never been brought intoY of acquiring fleet issue ships be

full service in the RCN, was con- '¢:éxamined in the interests of mo'g:ea;[é%r:ja'lr?; ?;y?;tgsgglvvr\]looﬂ‘lghixrt]irllld

: ’ . bile logistical support. To make a : : X
verted more quickly and commis- through construction, and into opera-
sioned in January 1959 with a com—Iong story short, he argued that th

! Nions.
plement of 270 officers and mentanker/supply and escort mainte- i
operating out of Halifax.

nance ships weren’t enough to an- F
swer the RCN’s needs for underway

Both ships carried out their escortreplenishment. Boulton’s proposal
maintenance and repair duties, an@vas recommended to the NavalAcknowledgment: | would like to thank
at the same time began to provideBoard in March 1959, but had trou-my colleagues at the Directorate of His-
limited logistical support by per- ble getting past the estimatedtory and Heritage, Dr. Isabel Campbell,
Lt(N) Jason Delaney, Lt(N) Richard
Mayne and Michael Whitby for their ad-
vice and assistance on this paper. Com-
ments are welcome, and may be
addressed to: Reynolds.K@forces.gc.ca

Dr. Ken Reynolds is an historian
with the Directorate of History and
Heritage in Ottawa.

HMCS Provider with two
Improved Restigouche-class
destroyer escorts hooked up for
underway refuelling in 1983.
HMCS Gatineau (IRE-236) is on
Provider's port side.
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Women in Defence and Security
Introducing...

Women in Defence and Security (WIDS) Canada

Article by Brian McCullough

omen have been mak- periences through various network-field to women will broaden the pool
ing significant contri- ing opportunities, and even offers aof capable resources to contribute to
butions to our nation’s scholarship fund and mentorshipCanada’s national security.
defence and security throughout Caprogram. Just as important, WiDS is .
nadian history. Whether on the homealso a vehicle for communicating the nA?ntggrirneql‘;iat”? fﬁﬂfggrgﬁnﬁt
front or the front lines, Canadian merits of a career in defence anoE 9 g q g

women have answered the call withsecurity to all women in Canada. ﬁg\(jaﬁ?:é%ﬁ%faﬁrgr?:fnmﬁtr;t;eig{jt{]oe
their own kind of perspective, 9

b WiDS is affiliated with the Cana- Share their stories with us. While
f;ﬁiﬁfahdagﬂddif;”;g]ae“%nénT ;)3 gr'qjian Association of Defence and Sequite different in the details, the expe-
women in unprecedented number§Urity Industries, an industry-led as-Tiences of engineeringetty Officer
are continuing this great tradition in SOciation of more than 400 defencefirst Class Gheryl Bush engineering
positions of responsibility across theand security firms in Canada. It is Lieutenant(N) Mélanie Mountan,
Canadian defence and security esSO @ chapter of the American-based@nd DNDchemistSue Dickout
tablishment. Women in Defense, which providesshare a common thread of positive

_ ~ its members with opportunities for attitude, professional competence
In 2005 a not-for-profit organiza- professional development and netand unqualified success in their cho-

tion was established to promote theyorking, and cultivates the advance-sen careers. We hope that women
advancement of women leaders inment of women leaders in govern-and men everywhere find inspiration

the defence and security sectors ofnent and industry. in their accomplishments.
government and industry. Women in .
Defence and Security (WiDS) Intoday’s post-911 environment, %

Canada seeks to increase the numbéne public and private sectors are

of women employed in defence andsharing greater interdependence itMany thanks to Sarah Pike, Communi-
security, and to advance their in-delivering security measures to miti-cations Director for WiDS Canada, for

volvement and representation at sengate threats and ensure that Canada@ssisting with this introductory segment.
ior levels. The association providespopulation is safe. WiDS is part of The support of WiDS Canada President
a forum for professional develop- this process. Promoting opportuni-Vendy Allerton is also gratefully ac-

ment, the exchange of ideas and exties within the defence and securityk"0W!€dged. WIDS Canada can be
reached through their website at:

www.defenceandsecurita

The original WIiDS executive at the
organization’s launch on March 2,
2005. The launch was attended by
Gen. Rick Hillier and VAdm (ret.)
Gregg Maddison, Patron for Women
in the Forces at the time of the event.

Back row, left to right:  former treas-
urer Michelene Zdunick, former asso-
ciate director Heather Herman, mar-
keting director PO1 Cheryl Bush,
communications director Sarah Pike,
and VP (events) Suzanne Belanger.

Front row: VP (finance and member-
ship) Anne Healey, VP (programs)
Louise Mercier, president Wendy
Allerton, and vice-president Anne
Carroll. (Missing were: VP for public
relations Lisa Dudzik, sponsorship di-
rector Lynne Leier, and associate di-
rector Judy Blundon.)
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Experiences of a (Female) Petty Officer First Class,

Canadian Navy Reserve

Article by PO1 Cheryl Bush, CD

completed my 20th year women in the Canadian navy, includ-this trip | understudied the CERA

I I ow time flies! I've just ticipating in numerous “firsts” for that's something to brag about). On

in the naval reserve, mosting the original trials for women at (chief engine-room artificer) as |

of my service on active duty. I'm a sea on board HMCS8rotecteurin

worked toward my own chief engi-

marine engineering system operator1 988. The diving support vesselneering qualification. What an op-
and a qualified chief engineer onHMCS Cormorant(ASXL-20) had portunity it was for me to work with
board the maritime coastal defencecarried women from the “purple the various engineering trades and to
vessels. My engineering log showstrades” (e.g. clerks, medics), butexperience the running of a large en-
steaming hours on the deck plates oProtecteurwas the first naval ship gineering department. It was a

the now decommissioned DDH
steam destroyers, gate vessel
minesweeping auxiliaries, and the
soon-to-be-decommissioned yard
auxiliaries, plus time on board
HMCS Protecteur(AOR-509) and
various MCDVs on both coasts.

It was my high school guidance
counsellor, a former reservist, who
encouraged me to join the naval re
serve. In 1985 | got a summer job
through the SYEP Summer Youth
Employment Program, a military
training program funded by Unem-

ployment Insurance Canada. Tha@.

fall 1 took it a step further and joined
the reserves at HMCGhippawain
Winnipeg, Manitoba. | loved it. Hav-

Photo: Brian McCullough

luxury we don’t often get to experi-
ence on board most reserve vessels,
and certainly not aboard the old gate
vessels. | still remember punching
fires down in the boiler-room, and
conducting rounds on the “vaps”
(evaporators).

Other highlights of my career in-
clude qualifying as a ship’s team
diver and dive supervisor, again at a
time when women were just entering
the regular navy hard sea trades. For
three years | worked as a fire-fight-
ing and damage control instructor at
the Canadian Forces Damage Con-
trol and Fire-fighting School in Hali-
fax. From this posting | was selected
as the first woman to attend the

ing grown up on a farm northeast of PO1 Cheryl Bush Royal Navy “10s” course for senior

Winnipeg, in Tyndall, MB, and Q-1 level NCMs (i.e. Chief ERA,
worked in the fields and been .aroun({gasg?lev(\j/itayvﬁ%uel?efr?wrpclgype%r?r? ?k? : ghief Hull Tech, Cf(ﬂef ET) at HMS
tractors and other farm machinery, I - -4 ceo rades. This wasn't the firsExcellenin Portsmouth, England. It
decided to join the engineering.. . |:q aver sailed with a mixed Was an honour to have been selected
branCh.. |t seemed like a Cha”enge ender crew. however. The naval relo represent Canada — and a sur-
(the East Coast seemed t00 faf, "~ o\ s since the late 1970s. StilliS taught to senior rates, and when |

My parents were very supportive pate in theProtecteurtrial, espe- had been accepting women into sea-
of my decision, even though theycially since the ship was finishing off 90ing trades for less than a year.
knew nothing about the military. The a NATO deployment. They were still experiencing grow-

navy seemed worlds away from the : : : ing pains, and certainly didn’t yet
farm, but once | had my engineering__ 1€ Next time | sailed with the have any female senior rates in a

“A” ticket | would fly out to the West regular force was on board HMCShard sea trade.

: . Ottawa(DDH-229) during her Great
Cloast with my navs | redsfe rve OIIVISI(.)nLakes ofecommissioning tripin 1992. | eventually qualified as a chief
almost every weekend for sea tram'ltwas the first tim®ttawahad em- engineer on board the gate vessels
ing in the gate vessels. My parentSDarked women as part of her crew. land maritime coastal defence vessels
were (and still are) very proud of ME.\was the senior female NCM onin the mid-1990s, a time when there
Over the past 20 years | have hadoard, and the first female membemwere very few female chief engi-

the pleasure of experiencing and paref no. 3 mess (although I'm not sureneers. Today, | work for the Chief of
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the Maritime Staff in the navy re- fundamentals of Women in DefencePO1 Cheryl Bush is the Chairperson
cruiting cell in Ottawa where | am and Security (WiDS). If you are in- for Marketing and Membership for
working on raising the profile of the terested in more information, pleasethe first Canadian chapter of WiDS.
Canadian navy and increasing thevisit our website to learn more aboutShe lives in Ottawa with her hus-

number of recruits into the navy.

With my military work experi- have to offer.

ence and the opportunities I've had,

+
: -
| certainly feel that | represent the

One (Female) Engineer’s Experience
Article by Lt(N) Mélanie Mountan

ople often used to ask me
gvhy | joined the Canadian
Forces, but they don't as

much anymore. | figure being a
woman in the CF is so common no

that it does not generate the sam
interest.

| grew up in Sherbrooke, Québeg
and joined the Canadian Forces righit;
after high school in 1996. | wanted
to be an astronaut, and it seemed lik
all the astronauts had military train-
ing. | watched Julie Payette becomd
the first Québécoiseastronaut,
which impressed me with her
achievements and aptitudes, but her
success ended my hope of becomin
the first Québec woman to travel to

Lt(N) Mélanie Mountan
(neé Leblanc)

the WIiDS objectives and what weband, retired navy Cdr Bob Bush.

ence great. | found that the Canadian
people | worked with, compared to
some of the English, focused more
on rank, trade, position and expertise
than on gender. | think, even now,
that our navy is more comfortable
with the concept of gender equality
in the military workplace environ-
ment than our British allies are.

| was posted to HMCS&rederic-
ton for almost three years to com-
plete my head of department train-
ing. It is interesting to note that the
MSEO (marine systems engineering
officer) during my first year-and-a-
half on board was one of the Cana-

ounger. My mother likes to read agjan navy’s first female engineering
tand had tons of books | could usexfficers. | enjoyed my time on the

Space | soon had to forget abou{or I’eseal’Ch. | be“eve th|S iS WhatFreddy’ and was fortunate to see a

becoming an astronaut entirely whe

| was told that my eyes were notF'~* N
good enough, so | focused (1) on be&chieved one of my life’s goals.

fnade me like engineering. | amcompiete operational/maintenance
proud to be an engineer, and | havgycle that included low-readiness

operations, workups, high-readiness

coming a marine systems engineer | completed a preparatory year atPerations such as Op Apollo, a

instead.

| thank my father for signing the
joining application — | was 17 at the :
time — even if he did make remarks
about women in the military. “It is
your life,” he told me. And a remark-
able life it has turned out to be.

St-Jean-sur—Richelieu prior to at-docking work period and other main-
tending RMC, and eventually gradu-ténance and trials. T_here was one
ated in 2001 with a bachelor’s degregdownside, however. Like other sail-
in electrical engineering. My marine 0rS, men and women alike, | found
systems engineering training in-P€ing away from my loved ones for
cluded a six-month training journey OVer four months at a time very hard.
to Gosport, England for the Support

In the summer of 2005 | was

_ _ o to Engineering and Maintenanceposted to the submarine class desk in
My interest in engineering was Course (SEMC). Other than the lan-Ottawa as the submarine configura-

another driving factor in my choice guage barrier that caused me somgon change manager, and frankly |
of a military career, so attending thegrief at first, this experience was oneyas not too keen about it at first. For-
Royal Military College (RMC) of the best. A course in England istunately, it has turned out to be quite
seemed a good path to follow. Andstill just a course, but the opportunitya good place to work, with valuable
it was. My father is a mechanic andto travel, to learn about other navies'challenges and great people. Al-
welder, and | spent time following engineering and systems and to meahough | am still figuring out this

him around in the garage when | wadlifferent people made this experi-new world, | now appreciate the vast
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experience of the people in our na-of the new single class surface comLt(N) Mélanie Mountan and her hus-

val technical community and the batants when they are built.
challenges they have to overcome to
put in place new equipment and
projects. For those who are wonder-
ing if | am interested in becoming
Canada'’s first female submarine en-
gineering officer, the answer is a re- S
soundingNo! What would really the best job in the world!
interest me, though, would be to be- i

come the engineering officer of one &

A Female Civilian’s Perspective in Defence

Article by Sue Dickout

hen | started working as
a chemist in DGMEM
in 1980, | was the only

woman in a technical job in the di-
vision. Since procurement profes-
sionals at that time were in a separate
division, all of the other female ci-
vilians were in clerical or adminis-
trative positions. The only female
military members were also admin-
istrative. It was quite a few years
before women were accepted into
hard sea trades and began to appea
in engineering jobs. Some civilian

Photo: Brian McCullough

, J

Sue Dickout

female engineers joined DGMEM, the military or a big bureaucracy.
or DGMEPM later on, but most Both were startling and somewha

didn’t stay too long.

| have been in uniform for 10
years, now, and would like to con-
tinue my naval service beyond 20
years. There is a simple reason fo
this. As | often say to people, | have

band, CPO2 Phillip Mountan, both
work in DGMEPM in Ottawa. She
enjoys riding her motorcycle, play-
ing pool with her husband and
{\;‘iends, and playing the piano.

élanie is part of the NDHQ wom-
en’s volleyball team, and likes run-
ning and weight training.

as long as you made a decision based
on the best information available,
took responsibility if you were
wrong, fixed things, and moved on.
Making a mistake was always better
than being afraid to make a decision
and letting things fall apart or grind
to a halt.

| don’t think the division as a
whole was welcoming toward
women in technical fields. Officially
it was, but | sometimes felt that my
major value to senior management
was to score gender points in their
annual reports. | was lucky not to end

W ) tup in sections where the presence of
mystifying. (The attribute I found the \yomen was resented and discour-

| hadn't planned for a career in Most striking about my co-workers gged. There definitely were places
government, but then | didn't havewas that most of them hadjike that in the division. Changes in
any definite plan. | came from atattoos...but that was a long timeattitude came over time, after women

small town in southern Ontario andado-)
got my degree at the University of
Guelph. When | graduated, among,
my many applications was one for
laboratory job in a federal depart-
ment. That competition was can-

| was supremely lucky to work in
section staffed by fantastic people
oth personally and professionally,
who took a lot of care with me and

were being admitted into hard sea
trades and as officers who had gone
through military college with
ivomen arrived in the division. I'm
sure it wasn’t easy for women being

dn those first classes, but it did make
a big difference in attitudes. It’s fan-
tastic now to have 25 or 30 times as
any female officers, engineers and
echnologists as there were in the di-
vision when | began.

brought me along. They helped m
SItaugh at officers who tried to give me
e ot acall o of he Bl o an 7 Uo7 0TS 1 esence
interview with DND. I've been in - yo\e (o the confidence to stand u
this division ever since. for myself. Each of us had our own
Starting work at DND was com- specialty, so | soon had to take re- The worst times in the division
plete culture shock. I'd worked in sponsibility for my technical field. were during and after the major
university and food plant labs with Early on, my boss taught me thedownsizing periods. So much expe-
small groups of people, but hadmost important thing | ever learnedrience and talent walked out the
never had the slightest contact with— that it was okay to make mistakesdoor, and it was difficult to see how

celled, but | was rolled into new
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those of us who were left could fill ing type of work to be judging a tech- benefit from the knowledge of the
the gaps. Somehow we got thingsical problem and making a deci-experienced hands (many of whom
done, but if you are a newer arrivalsion, and I've never run out of will be retiring in the next five to 10
you can hardly imagine how much oftechnical problems. As well, | have years) before they have to make the
a relief it is to actually have new em-had many opportunities to travel anddecisions that will be demanded of
ployees for the first time in 10 or 15 collaborate with specialists from them.

years, to have fresh energy and viewether navies, and to represent ,

points. The period coming up, with Canada. %

new ships and new projects on th

horizon, will be so interesting. The biggest challenge ahead for the

division now is to recruit and train

I've stayed in DGMEPM because the people who will be taking onthe Sue Dickout has worked in
| have always had interesting andnext round of projects. As we look DGMEPM since 1980. She is pres-
varied work to do. | have been re-ahead, | believe that the contributionently the subsection head for Mate-
sponsible for chemicals, for fire-test- of women to DGMEPM in technical rials and Hull Outfitin DMSS 2. Her
ing shipboard furnishing materials, positions and at senior managementusband, Maj Bruce Monahan, is an
for fuels and lubricants, and for all levels will continue to grow. All be- EME officer in DGLEPM.
kinds of miscellaneous materials. ling well, this time around the new-
have always found the most satisfy-comers will have an opportunity to

et S ctip—

Book Announcement

NORTH Avery popular bookNorth Atlan-  which includes free shipping and

A’I‘LAN’"C RUN tic Run has been released in a newGST. When you order from
paperback edition from Vanwell sales@vanwell.com, remember to

Publishing Ltd. Afull review willap- mention that you are aournal
pear in the next issue of tharitime  reader in order to get the special
Engineering Journal price Vanwell has an interesting and
diverse naval/military history
booklist. Be sure to ask for their cata-
logue.

The Royal Canadian Navy and the Battle for the Convays

In the meantime, Vanwell is offer-
ing North Atlantic Rurto readers of
theMaritime Engineering Journadt
the special price of $17.95 per copy,

Guidelines for Book Reviewers

The Maritime Engineering » whether the illustrations work  Reviewers are encouraged to ¢x-
Journalis always on the lookout well; press themselves creatively, and in
for upbeat, positive reviews of re- » whether there are any particu-their own words.
cently published naval/nautical lar groups to whom the book might
books. Reviews should be about appeal.

250 words in length, and should
generally tell us:

Feel free to contact me if yqu
care to discuss a potential revigw.
Please mention the book’s title, Happy reading!

: author name, publisher, date of pub+, .
» what the book is about — ' ! Brian McCullough
« how well the author did with lication, ISBN and number of pages.

. Production Editor
the work, and if there are any mi- _AIS0_mention whether the Dok vy itime Engineering Journal

nor drawbacks contains photos, illustrations, QIOS'TeI: (819) 997-9355

- what you like best about the Sar¥: bibliographical references ory.cyiough. BM@forces.gc.ca
book [the main focus of your re- index, and send us a high-resolution

view]; scan of the dust cover if possible.
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Simulation Technology:

Operational Capabllities in Heavy Seas

Article by Michael Dervin

quired to be fully opera- factorin any sea state i

tional in up to sea state 6the ability to freely
— conditions expected 80 percent ofchoose the ship’s spee
the time in the North Atlantic— with and heading. In heavy
a minimal reduction in capability in seas a commanding of
higher sea states. Capability withficer may be compelled
respect to habitability, weapon sys-to reduce speed and/g
tem effectiveness and equipmenthange heading in spit
operation are all important. Tradi- of the mission’s objec-
tionally, part of the engineering chal-tives to mitigate the
lenge in designing a ship has beemlamaging effects of|s
adequately predicting its operationalslamming. The poten-
capabilities in heavy seas for variougial damage due to slamf
combinations of operational sce-ming extends beyong
nario and environmental factors.the obvious deforma{g
Advances in ship motion simulation tion of the bow’s bot-
technology now make this possible,tom plating and sup-
giving naval engineers the tools theyporting structure. Dam-
need to assess a ship’s heavy weathage to the sonar dom
capabilities. This is all very useful and bilge keels is possit
for verifying aspects of contract ble (Fig. 1), as are struc-
compliance when new ships are betural fatigue and whip-
ing introduced to the fleet, and forping in the mast and
assisting commanders when draftingantennas. Whipping is
operational guidelines by illustrating essentially a vibration
the apparent operational limits of aor shock that travels

N aval ships are typicallyre- A key operational

given vessel. through the ship’s struc?
ture and can damage thg
Operational Criteria ship’s mast, equipmen
The key to evaluating perform- mounts and aerials. In this series of video frames, a model of a

e . Kingston -class coastal defence vessel
ance capabilities in heavy seas is The Department of struggles through scaled-down *heavy

identifying meaningful criteria National Defence h_as cere I & men el esi Erk. Baii e Suen
that capture the factors that de-conducted extensive mgdel testing is of enormous value for
grade and ultimately limit opera- tests with a flexible| validating ship motion simulation programs.
tions. Ship motion responses suclthydroelastic) model of| (Courtesy National Research Council of
as roll and pitch angles, or fre-a Halifax-class ship to| Canada Institute of Ocean Technology)
guency of keel emergence (an in-measure wave-induce
dicator for slamming) have long bending, shear, and tor-

been used to determine when opsional hull girder loadingHig. 2). analysis, design limits and risk as-
erations have become impaired oOther experiments withl&ingstorr  sessments can be equated to the ac-
conditions intolerable. Today, class modelthis pagé have used tual structural capacity and the na-
rather than infer operability indi- pressure transducers in the hull'sure of a slamming event (magni-
rectly through ship motion re- shell to measure local hull plating tude, distribution and duration of the
sponses, the trend is to identify andvave-impact loads. Such model tesslamming pulse) to more adequately
guantify the physical factors that data and ship-trial measurements caassess the vessel’s limits while op-
limit operations. The result is a be entered into a structural analysierating in heavy seas. Several
more accurate picture of a ship’sprogram to assess structural loadseakeeping simulation programs
likely operational performance. and deflections. Based on suchnow include calculations for a ship
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Fig. 1. The potential damage from hull-slamming extends beyond the obvious deformation of the bow’s
bottom plating and supporting structure. Damage to the sonar dome and bilge keels ( right) is also
possible, as are structural fatigue and whipping of the ship’s mast and antennas. (DND photos)

operating in a particular seaway, foraccelerations and wind speed are akbility of the ship and its systems can
longitudinal bending, shear force combined to evaluate whether a pernow be objectively assessed rather
and torsion loading output, and forson (or an object such as a helicopthan estimated.
predicting slam loads. To addresger) will tip or slide on the deck. A
dynamic loading, standards, criteriahigh frequency of motion-induced Consider the ship’s gun. To main-
and operator guidance can now beénterruptions is a strong indicator tain target lock, the mechanical sys-
based on the ship’s characteristics ithat ship motion would prevent atems that train the gun on its target
arealistic seaway rather than on forcrew member from safely and effec-must counteract the ship’s motions,
mulae with built-in margins. tively completing a given task due towhich typically results in the barrel-
the person stumbling or having totip vertical velocity being the gun
From a human performance per-hold on. As the frequency of motion- system’s limiting motion criterion. In
spective, location-specific “motion- induced interruptions increases, in-other words, there comes a point
induced interruptions” are now tricate work and walking become where the motion is so violent that
commonly used in operability analy- increasingly difficult, heavy manual the target-lock systems can no longer
ses. Multiple factors such as deckwork becomes dangerous, and peokeep the gun trained and elevated
angle, the deck’s coefficient of fric- ple suffer from motion-induced fa- onto a target. With simulation soft-
tion, a person’s height, weight andtigue and seasickness. All thesevare, this is something we can now
stance, and vertical and horizontalfactors that contribute to the oper-specifically evaluate as part of a de-

Fig. 2. The Department of National Defence has conducted extensive tests with a flexible (hydroelastic)
model of a Halifax- class ship to measure wave-induced bending, shear, and torsional hull girder loading.
Other experiments with a  Kingston -class model ( see page 15) have used pressure transducers in the
hull’s shell to measure local hull plating wave-impact loads. Model test data along with actual ship trial
measurements can be entered into a structural analysis program to assess the structural loads and
deflections a ship might encounter in a seaway. (Photo courtesy National Research Council of Canada
Institute for Ocean Technology. lllustration courtesy Defence Research and Development Canada —
Atlantic.)
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sign review or an operability analy- seaway, current standards can béy to regain propulsion and manoeu-
sis. modified, augmented or replaced.vring capability 60 minutes after
o - - Methods to exploit these simulationflooding of any two compartments.
whéthser;lt?\essr?iyrilsairrn;:ct g:?nbg '(;g’m_technologies, along with rationally Here, ship motions, structural resil-
aged conditionpis a critical com 0_based criteria accounting for dy-ience, primary and auxiliary machin-
ngnt of its operébility and survivagil- namic and transient stability in a sea-ery functionality and human factors
ity in a given seaway. The technol- W&y are currently being developed.would all be aspects of the analysis.

: ; . Similar scenario-driven, time-
s therisk of As one would expect, certain as- o ', .
ogy to simulate and assess the risk of As one would expect, certa asydependent analysis is used in certain

capsizing in heavy seas now existspects of a ship’s motion in a seawa : ’
Furthermore, the transient effects of place limits on how well various faﬁitz)mn?:,?,ﬁ;%e;aggg&méelr?g;ﬁ? Irceu_-
for example, progressive flooding in operations can be completed, if at aII.S onse is evaluated Fag[ored in are
a ship in heavy seas can now be\ 15-degree roll might not badly af- sﬁch things as the fime required to
modeled. Previously it was only fect a ship’s patrol transit, but it change sgeed blow ballas'?and ma-
practical to consider the flooded end-could have more serious implica-noeugre g” co’nsi derina human and
state condition of a ship using crite-tions during helicopter Iaunch/recov-rmjlchine’r response tir%es
ria with built-in safety margins. But ery operations. For ship-motion yresp '
as a ship floods, the dynamics of wapredictions to be most useful, the Although simulation and analysis
ter moving within the ship and the simulation needs to be as accuratéools are largely available, they have
ship’s motion in the seaway may cre-and specific to each ship operationso far been used in an ad hoc man-
ate transient stability conditions out-as possible. In other words, for everyner to evaluate mission-specific op-
side of safety margins that are worseship-specific operation, limiting cri- erability and seaway limiting condi-
than the flooded (possibly stable)teria such as deck wetness, roll, vertions for unique scenario cases. The
end-state condition. Based on thdical velocity at the bow, etc., needfocus of much of the research and
predicted dynamics of the ship in ato be identified and linked to allow- development activity now under
able thresholds. With this critical way is centred on developing clear
" data and seaway conditions enteredtandards and criteria.
in the simulation program, a ship .
17 about to launch a helicopter could! "€ Seaway Environment _
easily call up a computerized graphi- An intricate aspect of assessing
16 cal display of the operable envelopeoperational capabilities in heavy

for ship heading and speed to allows€as is the definition of the seaway
the helicopter operation. itself. A simple seaway environment

o _ ~ can be defined either as a singular
To simplify the process of identi- seaway characterized by a wave

15 fying ship-motion operability crite- height, wave period and spectrum

1 ria and establishing operable(j.e. the distribution of wave heights
v thresholds, operations can be subdiand periods), or as a particular zone
vided into specifianissions(e.g., of operation as large as the North

g-r{ I anti-submarine warfare, fishery pa-Atlantic or, as illustrated ifFig. 3,
trol) andtasks(e.g., landing a heli- as small as a specific maritime
s | u | B copter on deck, launching weaponscoastal area. With a zone chosen, a
gt

-
1
2

conducting replenishment at seaseason or month (rather than a whole
executing a Williamson turn). This year) of wind and wave data can be
makes it possible to tailor criteria used to describe the range and fre-
sets with appropriate limiting values quency of the different sea condi-

3

Fig. 3. An intricate aspect of as- specific to each mission and task. tions that can be expected. For a
sessing operational capabilities in . o mission that will cross several zones
heavy seas is the definition of the Depending on the objectives of an esults can be predicted for each
seaway itself. A seaway environ- analysis, criteria can be developed ) ° " i 70V g6 as the shi
ment can be defined either as a  around specific scenarios such as ¢ yag o th ¢ P
singular seaway, characterized by requirement to remain afloat for 30 P255€S 1foM ONe zone to e next.

a wave height, wave period and minutes to permit evacuation aftera Results are often presented as a

spectrum, or as a particular zone

of operation as large as the North torpedo hit in sea state 5; or, suffi-percent-time-operable (PTO) value

Atlantic or, as illustrated here, as cient structural resilience and re-for each zone or combination of

small as a specific maritime sidual stability to enable repairs afterzones, factoring in such things as the
coastal area. (Courtesy Transport a missile hit in sea state 4; or, suffi-ship’s speed and choice of heading.
Canada Transportation Develop- ~ Cient residual stability in sea state 5A PTO of less than 100 percent may
ment Centre) to launch the helicopter; or the abil-be quite acceptable, recognizing for
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Fig. 4. Atraditional depiction of a single motion response (roll in this case) for a single seaway as a function

of a ship’s heading relative to the waves. In this graph, roll data for two different notional ships (A and B) are

plotted to illustrate the much-different implications of various speeds (0, 4, 8 and 12 knots) for each ship.
Strictly from a roll perspective in the given seaway, ship A is clearly superior. Background colours can be

used on the plot to represent levels of operability or risk depending on the intent of the presentation. In this

illustration the NATO 4° RMS (root mean square) roll limit for a transit and patrol mission has been plotted
as a solid horizontal line.  (Courtesy the author)

instance that storms can often begiven seaway, ship Ais clearly supe-vertical velocities measured at the
avoided and operability improved by rior. Background colours can be usedow (often the limiting factor for
altering speed or heading relative toon the plot to represent levels of opsmaintaining gun target lock). Using
the waves without significantly af- erability or risk depending on the this plot with an example vertical
fecting the overall mission. Using aintent of the presentation. In this il- velocity limit of 1.0 m/s, one can
more traditional singular seaway ap-ustration the NATO 4° RMS (root effectively determine that the limit is
proach, analysis results are directlynean square) roll limit for a transit exceeded in two-metre head seas (a
compared to mission-specific thresh-and patrol mission has been plottegship heading of 180° relative to the
olds (e.g. the degree of roll allowableas a solid horizontal line. In similar waves), but improves to four-metre
during replenishment at sea operafashion, other factors such as moseas when the seas are on the beam.
tions), noting at which speeds andion-induced interruptions or slam- This type of knowledge has obvious
headings relative to the waves thatning frequency of a particular tactical value to operators, but is also
the threshold values may be ex-magnitude can be depicted. Ratheimportant from a requirements,
ceeded. than plotting multiple speeds for specification and design perspective
Applying the Technology one seaway, it is possible to alsodl_Jri_ng ne_:w-s_hi_p acquisition or
Figure 4is a traditional depiction plot énultlple seaways for one tmhlqthtff? refit. Itﬂ|15 :jmportabnt to nlci)tgt
of a single motion response (roll in>Peed. atthese methods can be applied 1o

this case) for a single seaway as a A heading polar plot is anotherfmuﬁggoggferem ship systems and
function of a ship’s heading relative way to illustrate operational limita- '

to the waves. Roll data for two dif- tions. InFig. 5the data represents a Vertical velocity at the bow is also
ferent notional ships (A and B) areship travelling at one speed under a forewarning of conditions likely to
plotted to illustrate the much differ- range of sea conditions, from calmcause slamming. Each zond-ig. 5

ent implications of various speedsat the centre to six-metre seas at thean be treated as a crude measure of
(0, 4, 8 and 12 knots) for each shipperimeter of the plot. The zones inrisk with regard to slamming. A vari-
Strictly from a roll perspective in the the illustration represent different ation of this can be seenfig. 6, a
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slam probability diagram for one headings and under-
seaway, covering a range of speedstand the implications
from zero at the centre to 12 knotsof speed, comparing
at the outer ring. Here the slam probthe operability enve-
ability is based on the ship’s struc-lopes of two or more
tural response exceeding a presethips, say, to select the
limit, and it is interesting to note how better one during ac-
little transition there is from the low quisition or design,
probability zone to the high prob- can still be difficult if
ability zone (a function of the phys- the envelope shapes
ics of slamming and this particularare different even if
ship’s geometry and structure). Sucttheir sizes are identical.
a presentation effectively providesFurthermore, there is no
operators with guidance on slam-indication as to how of-
avoidance, and has been used iten a ship will be lim-
the Canadian Forces Technicalted by actual sea condi-
Bulletin, “Technical Guidance to tions. To address this,
Minimize the Probability of Slam- statistical data for a spe-
ming Damage oiKingstonClass cific seaway must be
Vessels?” factored in.

It is often desirable to combine
individual criteria to represent a ot :
multitude of factors that would limit Vn\gzgsjrteac} Ig: IgaSICl\JAII;ttgd
mission operability in a seaway. Tai'limits when individual
lored to the mission objectives andOr multiple criteria will
associated tasks, criteria sets can bﬁe exceeded, a percent
used to determine an operability en'time-operab’le figure
velope for that specific missioRig- (PTO) can be deter-
ure 7is just such a plot for a transit \..1 4 for a particular
and patrol mission, considering ONEghin on a certain head-
speed as a function of wave height

> ing at a particular speed
The shaded area indicates the en"?h%give% Jone. Datgl for

lope, or range of headings and seay), speeds, weighted in
ways in which none of the criteria accordanée with each
are exceeded. The circle set at four hip’s speed profile
metre seas is a target design limi how much time is

corresponding to the high end of se pent at each speed)
state 5. It is obvious that for some_ o ail headings can
headings at this speed certain critep, ombined to find an
ria fall outside the envelope. The Ia'overall percent-time-

bels around the perimeter i”dicateoperabIeFigure 8is a
which criteria are exceeded first

when the ship is on a particular headggcgern;;;]mv%??ee rgg(l;

Ing. bar is the speed-profile-
Operational envelope diagramsweighted PTO for a par-
can easily be generated to showicular heading in the
multiple speeds for a single ship onchosen zone of opera-
the same plot. It is interesting totion. Assuming equal
note that for some headings the opweighting of all head-
eration-limiting wave heightis al- ings, the overall PTO
most the same regardless of speedyould be the average of
while on other headings the oper-all bars, 87 percent in
able envelope can be expandedhis example. As in-
considerably by changing speedtended, the PTO s
(as one would normally expect).linked to a mission and
While this type of presentation its associated criteria

By combining sea-

makes it easier to identify critical set. For different mis-

NP

45° \ - 150
307 _— 530"
155 ——_——45°

oe

or20mis p2ims pismes oldms Olsms

Fig. 5. This polar plot represents a ship
travelling at one speed under a range of
sea conditions, from calm at the centre
to six-metre seas at the perimeter. The
shaded zones represent vertical veloci-
ties measured at the bow (see text) in
metres per second. Using an example
vertical velocity limit of 1.0 m/s, one can
effectively determine that the limit is ex-
ceeded in two-metre head seas (a
heading of 180° relative to the waves),
but improves to four-metre seas when
the seas are on the beam. (Courtesy the
author)

Head Seas

Following Seas

Fig. 6. This slam probability diagram is for
one seaway, but covers a range of ship
speeds from zero at the centre ring to 12
knots at the outer ring. Slam probability is
based on a ship’s structural response
exceeding a preset limit. Notice in this
example that there is little transition from
the low to high probability zones.
(Courtesy the author, prepared with data
from Defence Research and Development
Canada — Atlantic)
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Fig. 7. This plot for a transit and patrol mission considers one speed
as a function of wave height. The shaded area indicates the operability
envelope, or range of headings and seaways in which none of the
criteria labelled around the perimeter of the diagram are exceeded.
The circle set at four-metre seas is a target design limit corresponding

to the high end of sea state five.

(Courtesy the author)

0°  E®  &0° Q0°  120° 1500
Heaiding {180° = Head Seas)
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Fig. 8. By combining seaway statistics with measured or calculated
limits when individual or multiple criteria will be exceeded, a percent-
time-operable (PTO) can be determined for a particular ship on a certain
heading at a particular speed in a given zone. Data for all speeds,
weighted in accordance with each ship’s speed profile (how much time
is spent at each speed), and for all headings can be combined to find
an overall PTO. In this percent-time-operable graph, each bar is the
speed-profile weighted PTO for a particular heading in the chosen zone
of operation. Assuming equal weighting of all headings, the overall
PTO would be the average of all bars, or 87 percent in this example.

(Courtesy the author)
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sions/criteria, the PTO would be dif-
ferent, and for something like replen-
ishment-at-sea operations a limited
set of speeds and headings would be
used to better reflect that task.

Conclusion

These few examples illustrate
the versatility and utility of apply-
ing ship motion simulation tech-
nology to maritime operational ac-
tivities, and to ship/system acqui-
sition and in-service support. The
key to its usefulness lies in identi-
fying meaningful criteria and asso-
ciated limit values that reflect the
operational limits of the ship, its
equipment and its human perform-
ance. Although this article prima-
rily addresses operability, a simi-
lar approach can be used to de-
velop criteria for quantifying “with-
stand” or “survive” capabilities in
severe sea conditions.
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Exploring the Wartime Wreck of HMCS Athabaskan —

A Naval Architect’s Adventure In
Underwater Archaeology

Article by LCdr Jocelyn Turgeon, CD, P. Eng., PMP

turday, September 17, torpedo hit that killed\thabaskafd ~ The First Expedition
§005 After leaving Paris Examined in hospital by the'board of During a first diving expedition to

arlier that day, Canadian- inquiry as he was recovering fromg site in the summer of 2003, our
born journalist and diver Mark Ward burns Athabaskarsurvivor Lt. JW.  taam |ocated and identified the
and | finally arrived at our destina- Scott, RCNVR, testified: “We were \yreck of HMCSAthabaskanDivers
tion of LAber Wrac'h, a picturesque following HMCSHaidaand an ex-  photographed the scene and attached
village 25 kilometres north of Brest plosion occurred aft and there were; commemorative plaque honouring
on the Brittany shore of the Englishfires burning on the s'tarboard side. khe 128 officers and crew who lost
Channel. We were carrying with usthink [the first explosion] was a gun tneir lives in the sinking. The navy’s
atrunkload of photographic and cin-hit; I thought it was heavier than a 4-chief of the Maritime Staff (VAdm
ematographic equipment, and di-inch. [The second explosion was] 0nRon Buck at the time) had set aside
verse other items we would bethe starboard side. That was a defifnqs to pay for the plaque and all
needing for a somewhat unusuahite torpedo because the whole shiypenses relating to the deployment

mission. For the next four days wejust seemed to fall apart.” of a naval architect (s¢e the Right
would be working out of L'Aber Place..). My background in naval
Wrac’h as part of an international England architecture and ship structures was
research effort to shed more light on my primary contribution to the expe-
the tragic wartime loss of the tribal- dition, but | ended up happily per-
class destroyer HMCA&thabaskan forming many roles from driver to
(G-07). _ interpreter.
English

The “Unlucky Lady,” as this star- Channel The 2003 expedition was a suc-
crossed ship was known, was sun cess in that we found a large piece
10 km off the Brittany coast during|  Hwmcs Athabaskan of Athabaskals remains on the sea
a night action with two German bottom, but the crucial stern section
Elbing-class destroyers in the early & with the propellers and after guns
hours of Saturday, April 29, 1944. £ remained hidden. Back in Ottawa |
Athabaskarsuffered two explosions g enlisted the help of several co-work-
on that fateful morning, the second i France 2 ersfrom the Ship Systems Engineer-
one a violent blast that sent the shi SN ” ing section of the Directorate of
to the bottom. The first explosion Maritime Ship Support. Together we

was probably the result of a German _ o _ were able to confirm the identity of

torpedo hit, although some attribute  The confusion that night is evi- the wreck from the photographic and
it to gunfire. But what caused thedent throughout the inquiry testi- yideotape material brought back
second explosion? The historicalmony and after-action report8. from the site. We also were able to
records create something of a controEven today, some people, includinggetermine that there was no torpedo
versy here. historian Peter Dixon, insist thatdamage toAthabaskais port side

Athabaskartook hits from a British  gmidships.
Cdr Harry DeWolf, RCN, the CO 1 4 other testimony points to a .p _
of HMCSHaidawhich was in Com- geond torpedo hit on the destroyer's Despite these encouraging results,

pany with the stricken Shlp that port side am|dsh|ps the 2003 eXpedItlon left many ques-
night, testified before the naval tions unanswered. Notablgtha-
board of inquiry, “I thought she was  Itwas all very confusing. We were baskars stern, a critical piece of the
hit by gunfire aft and a very large fire optimistic thatAthabaskais sunken puzzle, was never located, so we
started.? Did burning fuel then ig- remains might give up enough cluesyere not able to determine the exact
nite the ship’s after 4-inch ammuni-to dispel this controversy once andcause of the second explosion that
tion magazine? Or was it a secondor all. sent the ship to the bottom. We pro-
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vided our conclusions to filmmaker “felt a reaffirmation of what we do
Wayne Abbott who had participatedin the navy....We may be engineers
in that first expedition, anlgis docu- and technicians, but we are first
mentary, “The Mysterious Sinking and foremost sailors serving ou
of HMCS Athabaskari’ was re- country.”

leased on History Television on
April 29, 2004, the 60th anniver- Mark Ward also wrote about the

sary of the sinking. expedition in the November 2005
N . Reader’s Digestin “Honouring the
The expedition received coverageyn|ucky Lady,” Mark (the grandson

in the national media, including the of | t. [eslie Ward) described his
Canadian Forces newspapHEne thoughts as he placed the memorigpne ©f Athabaskan 's anchors

Maple Leaf For my part, | gave pres- . photographed on the sea bottom
entgtions on thAtKgbaskgrstorpto plaque ontoAthabaskals remains  quring the 2003 dive expedition.
Y10 on the sea bottom while his own fa-photo by Yves Gladu)

several groups, including one onther peter sat in a boat nearly 90

behalf of the Society of Naval Archi- metres overhead. It was the closes2005. With luck they might find the
tects and Marine Engineersinat the three Wards —father Peterstern of the ship and capture on film
(SNAME) during a river cruise in and the son and grandfather who hadew images that would shed light on

Ottawa on May 6, 2004. On theneyer known one another — wouldthe true cause of the sinking.
cruise that evening were Capt(N) Pagyer come to being together. )
Finn and his neighbour Peter Ward, The Second Expedition

the son of Lt. Leslie Ward who was Fired by a desire to unravel the In addition to expedition co-
lost with the ship in 1944. Moved by mystery surroundingithabaskais  ordinator Mark Ward and me, the on-
the story of the tragedy and the livesdemise, Mark Ward asked the Aurorasite research team included Aurora
that were lost, Capt(N) Finn wrote in Trust for Ocean Exploration and Trust director Craig T. Mullen, and
the Summer 2004 issue of tlari-  Education to sponsor a second expenavigator Frédéric Dubois and pilot
time Engineering Journathat he dition to the wreck in September Christophe Kerandren from SMF

The author created this sketch
of Athabaskan'’'s wreckage
based on video and still pho-
tos made during the 2003 ex-
pedition. The French naval
hydrographic service GESMA
produced the side-scan sonar
image in 2004.

The comparable views show
the ship lying more or less
upside-down with its trun-
cated bow pointing to the up-
per left, and the starboard side
toward us. What'’s left of the
after end of the ship (heavily
shadowed in the sonar image)
is the point at which the first
torpedo hit the gearing room.
The ship lies end-on to an un-
derwater rocky outcrop. The
mast visible at the top of LCdr
Turgeon’s sketch does not
show well in the side-scan im-
age due to the angle of illumi-
nation. Both the sketch and
the image show a remarkable
amount of detail, but not
enough to clear up the contro-
Rocky Outcrop versy surrounding the second
explosion that sent the de-
stroyer to the bottom of the
English Channel.
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Europe, a company that specialize
in high-resolution hydrographic sur-
veys. In France we rekindled our
friendship with Jacques Ouchakoff,
president of a Brittany-based maring
archaeological association (and the
man who discovered the wreck), anc
cinematographer-diver Yves Gladu.
Both of these men had participateg
in the first expedition, but would not
be part of the team on this venture.

The second expedition had threg
objectives: (1) map the main section
of the wreck; (2) scan the vicinity of
the wreck to locate and map signifi-
cant other debris; and (3) locate the
after section of the ship and map it
in as great detail as possible. Ther
would be no diving during this ex-
pedition.

The mission plan called for Au-
rora Trust to subsidize the technica
aspects of the operation, and for pro
ducer Wayne Abbott from Northern
Sky Entertainment to film the expe-
dition in anticipation of a second
documentary. Northern Sky’s par-
ticipation hinged on an agreement
in-principle that funds would be
provided by History Television,
similar to their arrangement in pro-
ducing the earlier one-hour docu-
mentary. With just days to go,
however, we were dismayed to learr
that History Television had pulled its
funding pledge after re-evaluating
audience interest for a second docu
mentary. Northern Sky had little
choice at this point but to withdraw
from the project.

It was a devastating double-blow.
Everything was in jeopardy until
Mark Ward, who had experience
with filming documentaries, agreed
to take over the film aspects of the
expedition. The limited funding and
the few days remaining before our
departure for Brittany left us with
few options, but we decided to pro-
ceed with the expedition.

In mid-September Mark and |
flew to Paris and made our way to
L'Aber Wrac’h where we spent the
first two days confirming arrange-
ments and preparing for the sortieg

"z}

In the Right Place...
...at the Right Time

riday, July 11, 2003. Itis a cated the actual wreck site

Friday like any other Friday HMCS Athabaskanwhich appar-
at the height of the summer, and at ently had not been correctly pi
1600 hrs only a few people are still pointed. Filmmaker Wayn
in the office. I'm busy closing some Abbott of Northern Sky Enter
files and getting ready for the tainment is looking for suppo
weekend. The following week | from the navy through DND’$
leave for England, as | do almost chjef naval historian, Michag
every month because of my work whitby, Mr Whitby has referre
supporting certain projects involv- i tg'the local branch of t
ing the reactivation of théictoria-  gojety of Naval Architecture ar
class submarines. Marine Engineering and mot
specifically to David Morris, a na

~ 2

-4

But then something strange

it

e

Phappens.

val architect

Two people with  DND.

come into the Unfortunately,

DMSS 2 area, with the de-

and since I'm parture _d_ate

_ the one guard- for the diving
ing the fort | expedition on

ask, “Can | Athabashk_an

o approaching

Rildp }[/r? ;t;s so fast, David

where the would not be

story begins. urgeon able to partici-

.>* Naval Architect LCdr Jocelyn ate. | was it.
Capt(N) Eric (left) discusses expedition details with P
Bramwell, a Aurora Trust Director Craig Mullen on Over the
commander at board Survex 1 atthe Athabaskan wreck pext few days

the time. is site off the Brittany coast in September

n 2005. (Photo by Mark Ward)
accompanied the plans and
by the man- documents he
ager of the director general’s office. had gathered on the history of th
-He answers my question with aAthabaskarand a video copy of
question: Am | acquainted with the Wayne Abbott’s initial report on the
story of the wartime tribal-class de-recovery ofAthabaskars crew.
stroyer HMCSAthabaskanlost by Three days later | left for Englan
enemy action in the English Chan-having read and reread all the do

David sent m¢g

’

child I was interested in naval com-tle. And on Sunday, July19, inste
bat scenarios, andthabaskais of returning to Ottawa, | caught
story was totally familiar to me: the plane from Bristol and crossed t
Canadian destroyetdaida and Channel to find the film teamin th
Athabaskarconfronting two Ger- small resort town of L'Aber Wrac
manElbingdestroyers off the coast on the north coast of Britan

ing with the loss oAthabaskaand the curtain rose and my adventy
the start of a brillant career for commenced. | had been in the rig
Haida and her captain, Cdr Harry place at the right time.

DeWolf. | knew it well. _ Lcdr Jocelyn Turgeon

And now Cdr Bramwell is tell-
ing me that a filmmaker has lo-

to the wreck site. Interestingly, we
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Rond Point

§ HMCS ATHABASKAN §

Destroyer canadien 1944

In 2004 a highway roundabout near
Brest was renamed in honour of
Athabaskan 's sacrifice to France. At
the nearby Monbarey Memorial, the
names of the Athabaskan sailors who
died can be found beside those of the
citizens of Brest who lost their lives
during the German occupation. A
large section of the memorial is
dedicated to telling the history of
Athabaskan . (Author photo)

learned during one of our meetings
that the French naval hydrographi
servicde Groupe d’études sous-ma-
rines de I'Atlantiqug§ GESMA) had
captured side-scan sonar images
theAthabaskamwreck a year-and-a-
half earlier. We hoped that one of th
GESMA side-scan images given to
a Canadian delegation attending th
official naming of the HMC3\tha-
baskanroundabout on a highway
near Brest in the fall of 2004 might

show the missing stern, but no
such luck.

The dates for our upcoming
expedition were chosen on the
availability of the major play-
ers, including SMF Europe, a
subsidiary of the French sur-
veying company Comex SA
retained to conduct two days
of sonar surveys at the wreck
site. Unfortunately, our win-
dow of opportunity (Sept. 17-
20, 2005) did not offer much
hope for ideal sea conditions
In fact, we would be facing
some of the strongest tidal

c

After more than 50 years on the sea bottom,
* Athabaskan 's guns are still recognizable.

ries and tide calculations for April day went on. To make matters worse,
28/29, 1944, we established abecause there weren’t any dedicated
roughly circular search area radiat-winches on the nine-metre-long sur-
ing 400 metres from the wreck. Fromveying vessel, the side-scan towed
this we extended a 300-metre-widebody had to be manhandled into po-
corridor to the southwest, the oppo-sition. This put a limit on the amount
site direction in which the tidal cur- of cable we could safely handle, and
rent had been flowing at 0400 oneffectively reduced the length of the
April 29, 1944, We reasoned that de-cable we could pay out.

bris would have fallen along this cor- Consistent speed and depth are

rl_do_r as the current carried t.hecrucial for obtaining good side-scan
sinking ship to its present resting . d lculati
lace against an underwaters0nar images, and our calculations
Po ckface showed that an operating “altitude”
' of about 20 metres above the wreck
The hull-mounted multibeam would ensure good illumination of
scan survey began extremely well inany void spaces along the hull. This
surprisingly good weather and seameant the towed body would have to

conditions, but as the day progresseglane at a consistent depth of 60 me-

d.} became apparent the equipmentres below the surface. Predictably,

was not entirely happy with the 87-the towed body on its shortened ca-
metre depth at which the wreck washle was thrown around in the strong

eIying. We figured the accuracy of the current and could not maintain a con-

cans would probably be no bettesistent planing depth for any ex-
han about 30 cfrafter processing, tended period. The towed body
but should yield sufficient detail of changed heading and depth errati-
the ocean bottom near the wreck tacally, and on at least one occasion
actually scraped the sea bot-
tom. By late afternoon choppy
seas forced a halt to the side-
scan survey. We could only
wait now for the processed
sonar data to come back from
Mesuris SaS, a subcontractor
of Mesurex, to find out what
we had.

Two weeks later the proc-
essed scan data was in hand.
We were on tenterhooks. The
multibeam data clearly identi-
fied the wreck ofAthabaskan
and the jagged contours of the
sea bottom in its vicinity, but

currents of the year, something in exidentify candidate areas for higherthey had been able to extract noth-
cess of six knots over the wreck. Itresolution side-scan imaging. Aing from any of the side-scan passes.

did not bode well.
Day 1 — Sept. 19, 2005

Early Monday morning we left

dozen points of interest were markedr'he climbs and dives of the towed
for the side-scan survey, as were #&ody had proved too unpredictable
number of promising survey routes.to be corrected by post-processing.
The side-scan towed body would re-There was now no chance of finding

L-Aber Wrac'h by boat for the 30- quire careful handling in the strongAthabaskais stern in the areas iden-

minute trip out to the wreck site current, especially near the rockfacdified during the multibeam survey.

\,svgf\;gxsll\f;s%;ggg; g‘# gf[z%gﬁ zsneoll’against whictAthabaskamwas rest- We could go no further.
Aftermath

waiting for us. We quickly located Ng.

the wreck a few tens of metres awayDay 2 — Sept. 20, 2005 There was a bit of good news,
from its reported 2003 position and The weather was good on Tuesthough. The contract with SMF Eu-
took new GPS readings. Based ormay morning as work got under way,rope had provided for only two days
our study of the battle report summa-but conditions deteriorated as theof scanning, but because of the dif-
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the 2004 GESMA
data for in-depth
study. Although
GESMA obtained
apparently very
good quality side-
scan images of
Athabaskans
wreckage, we do
not hold much hope
the pictures will
show the missing
stern.

CONVOI
CEPTIONNEL

So the mystery
of the sinking con-
tinues. While the
team did achieve
ficulties we encountered in deploy-two of the expedition’s three objec-
ing the towed body and the absencdives in relocating and mapping the

Expedition vessel Survex 1

naval heritageAthabaskarmade a
significant contribution to the libera-
tion of France, and her tragic sacri-
fice is a story worth tellingAlthough

a third expedition is unlikely anytime
soon, | remain a very interested partici-
pant in this project tainravel the
mystery of the true cause Atha-
baskars sinking. | intend to support
the effort as my workload and free
time permit.

References
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Recertifying Submarine High-pressure
Cylinders In Situ

Article by Daniel Laplante and Stanley Lyczko, Naval Engineering
Test Establishment, and CPO2 (ret.) David Sankey, DMSS 4-3-6

igh-pressure cylinders in-
Hstalled in submarines are
used for built-in-breathing
systems (BIBS), auxiliary vent-and-
blow systems, and for nitrogen ser
vice. To reduce the risk of critical
failure with this equipment, the ma-
rine auxiliary section of the Directo-
rate of Maritime Ship Support
(DMSS 4) in Ottawa requires that|
submarine high-pressure cylinders
be recertified periodically. At the | /
moment, recertification is carried out§
through a routine of visual inspec-
tion, partial ultrasonic inspection,
and water bath pressure-testingig. 1. This elegant suite of tools was specially designed for inspect-
which must be conducted ashore. ngsubmarine high-pressure cylinders in-situ. At centre left is the open
laptop computer with the cylindrical scanner unit resting in front of it.
Removing HP cylinders from a The scanner’s three probe heads attached to their leads can be seenin
submarine and reinstalling themthe left foreground. At centre right is the motor-drive unit, and at far
again later is a labour-intensive andight is the data acquisition unit. The thin rods lying in the foreground

costly undertaking due to the amounf'e the rail sections along which the scanner travels.

of equipment and secondary struc- _ _ , . .
ture that has to be moved or cut awajfarn more about their techniques for Developing an in situ internal in-

to gain access to the cylinders and'igh-pressure cylinder inspectionspection process presented certain
clear a removal route. A high per-and recertification. State-of-the-artdifficulties, the main one being the
centage of the cost goes for riggingi€chniques in non-destructive testingoroblem of simply gaining access to
to move the cylinders through the(NDT) were also investigated to seethe cylinders in a submarine’s
submarine’s narrow passagewayd suitable alternative methods hadcramped spaces. A typical cylinder
and hatchways. Once the cylinderdeen developed, specifically for con-is about 46 cm (18 in.) in diameter,
have been recertified and reinstalleducting in situ inspections. From thebut might have access clearance of
ashore, everything has to be put backésearch it was determined that ibnly 30 cm and just a 10-cm neck
to rights — equipment that was re-Should be possible to inspect a cyl-opening through which to insert an
moved has to be set back in positiornder’s internal surface fromithin  inspection tool. Olympus NDT
and made functional, fittings have toth€ cylinder. The investigation alsoCanada Inc. (formerly R/D Tech
be reattached, and pipes have to biévealed that the most appropriatdnc.), a company which specializes
welded back together and undergo &ethods of inspection wereddy in automated systems, was tasked
significant amount of non-destruc- Current to inspect the internal sur- by NETE to design an automated
tive testing to check the welds. It isface for flaws and to provide corro-scanner that could incorporate
a huge amount of work. sion mappingultrasonic shear various inspection heads and still
wavesto detect subsurface flaws; meet the tight clearances. The

Looking for ways to simplify the andultrasonic longitudinal wavet®s scanner had to be versatile enough
task, the Naval Engineering Testmeasure wall thicknesses and to obto inspect cylinders using different
Establishment (NETE) contacted thetain a global view of cylinder wall NDT methods from inside the cyl-
US Navy and the Royal Navy to erosion. inder.
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nating these two steps procedures have been developed to
allows a complete establish standardized methods for
scan of the cylinder’s performing inspections and for cali-
parallel surface. brating the inspection equipment.
Cylinder reference blocks made
from scrapped submarine cylinders
have also been prepared as refer-
ences to be used during inspections
and to set flaw rejection levels. Since
the reference blocks have to reflect
the material and flaw characteristics

.~ that will be sought during inspection,
Eiztserg' E : giré;liggtlgg_electro-discharge machining (EDM)

Fig. 2. A “rolling carriage” probe carries a vice for operation — was used to create artificial flaws in
scanner and other diagnostic tools inside a i e one motor for the blocks.

th(;g(;zmgﬁzgrﬁgggﬁ;hea&?;srti’ge_en cutaway translation, one forro-  The first step in the in situ inspec-
tation, and a double- tion procedure involves the set-up,
acting air cylinder for which allows a technician to safely
The use of an existing scanner hacgirm deployment. The general layoutassemble the inspection equipment
been considered, but it would haveof the scanner includes the carriageinside a cylinder on board a subma-
required extensive redesign. Thewhich holds the three actuators asine. Before this happens, however,
motorized, two-axis scanner thatwell as all the electronics, a rotatingaccess to the cylinder has to be es-
Olympus NDT ultimately designed head in front of the main body, andtablished. The cylinder also has to be
especially for this application in- a probe-support arm in front of theopened at both ends and cleared of
cludes a flaw detection unit that canrotating head. loose debris, rust or any material that
record data, and a C-scan display to . could affect inspection results. Co-
facilitate interpretationRig. 1). The ~__Smooth, effortless translation of o o -iion hetween the shipyard and
main challenge in designing the in-{he scanner is made possible by foufy o shection crew is vital. The in-
spection equipment was the limited€asters which roll along a V-groove ¢ 5y should then be performed
space available for the scanner irP" €ach side of arail. The casters arg s, a5 nossible to avoid the open
proportion to the cylinder’s inspec- adjustable to eliminate side play. Op-cyjinqer from becoming contami-
tion surface. For set-up and insertior£'ation of the translation motor is 5,0 4 “After the inspection, the cyl-
no part of the scanner could beconverted to movement by a racky, o shoyld be cleaned and dried
longer than 30 cm, or exceed 10 cn@Nd-pinion system, and a limit ., 0 jiately to prevent surface cor-
in diameter. Considering the two SWitch mounted at the front of the ;"o contamination from the
axes of movement that are necessarycanner cuts all power to the motor, , \jing water used during the in-
for a proper raster scan of the insid"'C€ it detects an adjustable referg, o iion or from moisture in the air.

surfaces, this proved to be challeng€nce point mounted on the rail. Aro- _ _
ing. Moreover, because submarind@tion motor drives the head of the The second step of the inspection

high-pressure cylinders come inScanner through a transmission. Toprocedure is the calibration, which
various lengths and diameters, it wadimit overall rotation of the head, two provides details regarding the refer-
difficult to design a single instru- Hall-Effect limit _swnches are ence blocks_ and the specific EDM
ment (to reduce cost and minimize.mounted on the main boo[y. The headhotches cut into f[he blocks that will
set-up complexity) that could do theltself has an overall rotation span ofbe used for the time base an_d refer-
job. 400° to fully cover any overlap re- ence level adjustments. The inspec-
. quired for the inspection. A water tion procedure itself explains the
Scanner Operation ~ coupling system for the ultrasonicinspection sequence, the rejection
The system is based on a rollinginspections works in a closed circuitcriteria and the reporting method that
carriage design equipped with aat 3.8 litres (1 gal.) per minute, with will be used. It also provides warn-
probe-holding arm and a rail, sup-a centrifugal pump drawing from aings, notes and other non-technical

ported at both ends of the cylinder.catch tank and pumping to the probedirectives.
The probe arm folds back while thehead. This minimizes both water

scanner is being inserted, then selfhandling and spillage on board the All of the automated inspection

The scanner opera-
tion can be broken
down into three dis-
tinct functions: arm
deployment, scanner
translation, and rota-
tion of the arm/probe

deploysFigure 2shows the scanner sybmarine. sequences are preset to speed up the
with the arm deployed, mounted in- _ inspection and ensure reliability of
side a cutaway cylinder. The armInspection Procedure coverage. The sequences are stand-

rotates around the axis of the scan- To achieve repeatability and reli- ardized for repeatability. A scanning
ner, and moves along the rail. Alter-ability during inspections, written speed of 3.8 cm per second, with a
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10-percent overlap was chosen tdmplementation
match the equipment’s data acquisi- A trial of the
tion capability and coupling effi- jn sjtu inspec-
ciency while maintaining the tion equipment
minimum detection threshold. Allin- and procedures
spection sequences use the same alyas performed
tomated scanner. The selectedn a controlled
sequence for each applicable metho@dnvironment at
assigns the start/finish points and theyETE during
travelling sequence for each scan. the summer of

The scanning sequence used i£005. The in-
the parallel portion of the vesse|SPection results
starts by inserting the scanner intg"/€r€ analyzed
the cylinder and moving it to the far @nd compared
end. The steps to complete a full in-{0 the known
spection cycle include scanning 365 1aws in- the

: : cylinder. The =
clockwise, advancing the probe (al-feyw technical Fig. 3. Both the A-scan on the left and the C-scan on

lowing a 10-percent overlap), then he ri fl 2 py 2 d h

. ' blems noted the right show a flaw area 40 cm y 2 mm deep that

Sﬁannmg”3|6‘500U”tefrcr|]00kW|59|- gLoring this trial Was detected during a cylinder wall thickness
arallel portion of the vessel is e ' '

The p PO were rectified, Inspection.

therefore completely covered, slice :
completery covered, thereby increas-

ice. a is then proc: I , . ,
g)s/sse“gzn-gr:j?sﬁ:;egaotn ;S Iaptoppcgr%['g theoverall reliability of the in- colour-coded inspection results are

: Lot pection procedure. The next stepasily analyzed, and records may be
puter screen using a combination -Oﬁefore implementing this new proce-kept on file for reference. The reli-
colour-coded A-scan and C-scan dis- . . v . . :
| : : dure in the fleet will be an onboardability of this inspection method is
plays to help technical staff visual- . ; . . ;
: o rial designed to identify any poten-a good tool for long-term mainte-
ize the position of a defect and get g. . ) S . .
: ial anomalies remaining in the pro-nance planning and risk assessment.
quick assessment of the flaw sever- AT ; o
: : : cedure. This trial is scheduled forAlthough this method was specifi-
ity. The encoding system displayed . ) .
T ummer 2006 with full implementa- cally developed for high-pressure
on the screen locates an indication of ted time this fall.  cylinder inspection on board subma-
a flaw on the cylinder wall, and per- 0" expected sometime this fall. - ¢y P

; : . ha rines, the tools and procedure could
mits analysis of the discontinuity for conclusions ’ -
size, orientation and deptfigure 3 be adapted to other cylinder types.

, The main advantages of the de-The overall process is considered to
tsﬁi?:\ll(vr?gi rﬁlssuggft%nnuilggiscoarl'icn\gﬂlscribe_ql submarine HP cylinderbe a quantum leap in inspection ef-
flaw on the exterior surface of there_ce_zrtlflcatlon inspection method ficiency and reliability.
cylinder originate from its in situ nature. A

' great deal of money stands to be +

The automated manipulator is notsaved, and the risks of equipment -
designed to inspect the hemisphericlamage and personal injury will also
areas of the cylinder. These are inbe greatly reduced. Downtime is _ _
spected manually using ultrasonickept to a minimum as no surround-Daniel Laplante is a non-destructive
wall-thickness probes, and an eddying equipment has to be moved tofesting technologist in the facilities
current procedure which uses variaclear a removal route. The integrity@nd technical support section of the
tions in a magnetically induced elec-of the submarine’s systems is alsd\aval Engineering Test Establish-
trical current to reveal flaws. This maintained since there is no need ténent in LaSalle, Quebec. Stanley
manual inspection provides a globaldismantle them for cylinder removal LyczKo is an engineer in the marine

overview of the surface conditions purposes. systems section of NETE. Retired
and completes the cylinder inspec- . . Chief Petty Officer David Sankey is
tion. The repeatability and efficiency the DMSS 4-3-6 life-cycle material

of this new procedure is very prom-manager for shipboard compressed
The reporting procedure itself isising. The inspection results coverair systems in NDHQ Ottawa.
relatively simple. The report iden- 100 percent of the cylinder’s inner
tifies the cylinder and its location, surface, compared to the 30-40 per-
and the detailed results of the incent normally done because of the
situ inspection regarding the char-time constraints and manual labour
acteristics of any flaws that wereinvolved. In this respect, the in situ
detected. method is clearly more reliable. The
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NETE News

Change of Command

mdre Richard Greenwood,

DGMEPM, oversaw proceedings
as Cdr Joel Parent (left) assumed com-
mand of the Naval Engineering Test Es-
tablishment on Friday, July 14. Cdr
Parent has just completed the year-long
Command and Staff Course at Canadian
Forces College in Toronto, and takes
over from Cdr Rob Hudson who moves
on to the office of the Chief of Defence
Intelligence at NDHQ(Photo by Brian
McCullough)

e = -
gl ﬁ’i’ |
E i i
End of an Era
t is with great nostalgia, and yet a look to the IilrE e
future that the Naval Engineering Test Estabi = E&
lishment in LaSalle, Quebec announces the e _
of its high-pressure steam capability. NET
was established in 1953 to support the produd
tion anddevelopment of high-speed precision i
steam tubines for the nevit-Laurentclass of
fast, manoeuvrable destroyer escorts. Thei
specifications were in some respects so exac
ing that experienced industrial nations hesitate
to proceed. Canadian industry accepted the chg
lenge,and NETE has been supporting nava
steam endeavours for more than 50 years. T
navy has now moved away from steam-drive
propulsion plants, so NETE is implementing
a recapitalization plan which will align the fa-
cility to meet the evolving test and evaluations
needs of the navy of tomorrow. As the famous
saying goes, “All great things must come to a
end.” —Cdr Rob Hudson

NETE photo
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CANADIAN NAVAL TECHNICAL HISTORY ASSOCIATION

CANDIB Project Key Activity

for CNTHA

he major activity of the Cana-

dian Naval Technical History
Association continues to be the
CANDIB historical research project.
Thanks to some very energetic volun-
teers on our committee, the CANDIB
project is making great progress in
documenting the contribution of na-
val equipment and ship construction
programs to the Canadian industrial
base.

An acknowledged aim of
CANDIB is to provide a focus for

the DDH-280 tribal class build pro-
gram. Interviews were conducted with
VAdm (ret.) Jock Allan, a former
DDH-280 project manager, and with
program engineeGord Smith. Ad-
miral Allan donated some highly in-
teresting historical documents about
this controversial program, and Gord
has written a fascinating personal ac-
count of his experiences with the
DDH-280 program.

CANDIB now has regional repre-
sentation on the East and West coasts

researchers. It has evolved to a datain the persons dkoger Chiassorand

accumulation process, with the inten-
tion of making this information avail-

Stirling Ross, respectively. We are
still looking for people who would

able to researchers of all stripes. In the like to volunteer as interviewers, and
past few months several new docu- of course for people who would like

ments, artifacts and recordings have to be interviewed. To give everyone a
been submitted to the Directorate of better idea of what we expect of our
History and Heritage (DHH). One regional reps, and of the tasks relating
such submission is a comprehensive to the Oral History Project, we have

document authored [ym Williams
that gives an in-depth look at the de-

included our guidelines for these ac-
tivities in this issue oENTHA News

sign houses of naval vessels since the  The CANDIB committee has been

development of the DDH-205
St. Laurentlass.

In November, DHH archividt/ar-
ren Sinclair gave the committee a
very pertinent presentation on copy-
right law and how it applies to
CANDIB activities. It was noted that

actively getting the word of our mis-
sion out to the maritime community.
The CNTHA/CANDIB website is

very popular and the photo gallery re-
ceives many hits. The website at
www.chtha.ca is continually updated
with new information. Feel free to

researchers are ultimately responsible contact us if you care to discuss any
for abiding by copyright restrictions aspect of the Canadian Naval Techni-
in their endeavours. Donors of infor- cal History Association’s activities.
mation to the DHH archive may put — Tony Thatcher
any restrictions they wish on the CANDIB Committee Chair
documents they provide.

As Douglas Hearnshawwrites
elsewhere in this issue, the Oral His-

tory Project has recently emphasized
[ L

Canadi
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Update:

DDH-280 Tribal-class Destroyer
Program Centre Stage for
CANDIB Oral History Project

he beginning months of this ground knowledge of government con-

year have seen the completion tracting processes or defence industry
of two more interviews, both of them practices of the day is invited to contact
relating to the DDH-280 tribal pro- me at (613) 824-7521, or by e-mail at
gram. The first was undertaken by
Gordon Smith on Feb. 1 when he in-
terviewedVice-admiral (ret.) Jock
Allan, the project manager for the con-
tractual phase of the DDH-280 pro-
gram. An informative discussion took
place regarding the building and set-
ting-to-work of the four ships at the St.
Lawrence shipyards of Marine Indus-
tries Ltd. and Davie Shipbuilding Co.
Ltd. At the time of this interview, Jock
Allan donated to CANDIB his large
collection of photographs and papers |
relating to the building of these ships. §

The second interview took place on
Feb. 27 when | had the pleasure of in-
terviewing Gordon Smith himself.
Gordon was closely involved with the
DDH-280 program as a haval engineer
developing the preliminary design for
the vessels, including the choice of gas
turbines for the propulsion equipment.
Later, employed by German and Milne = _ — ——
and working under a contract from Vlce-admlral (ret.) Jock Allan  (left) being interviewed by Gordon
United Aircraft of Canada, he acted as S™Mith
chief engineer during the sea trials and
initial setting-to-work of the two MIL
(Marine Industries Ltd.) ships. These
two interviews add greatly to the grow-
ing recorded history of this significant
naval shipbuilding program. As with

dhearnshaw@trytel.com. We are par-
ticularly eager to hear from people who
might be in a position to conduct inter-
views on the West Coast.

all of our interviews, finalized tran- — Douglas Hearnshaw
scripts will be placed on the CNTHA CANDIB Oral History Project
website for public viewing so that the Manager

world will get to read these interesting

reminiscences. y
There is still a need for additional

knowledgeable people to undertake in-

terviews for our Oral History Project.

Anyone having either first-hand expe-

rience with, or solid historical back-
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House?

The Canadian Naval
Technical History Asso-
ciation is working hard
at preserving Canada’y
naval technical heritage
If you are planning to
dispose of any unclassi
fied/declassified naval
technical documents,
drawings, videos, or
other material you think
might have historical
significance, please con
tact Warren Sinclair,
Acting Chief Archivist

with the Directorate of
History and Heritage in
Ottawa. Arrangements
will be made to examine!
your material, and steps
will be taken to preserve
whatever may be histori-
cally significant. Warren
Sinclair can be contacted
at (613) 998-7060. Thank
you for doing your bit to

tant naval technical his-
torical record.

preserve Canada’s import
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CANDIB Oral History Project:

Criteria and Responsibilities for CANDIB
Regional Representatives

Preamble

CANDIB is a national organization
and seeks input from knowledgeable
people throughout Canada. To date,
limited travel expense funding has ne-
cessitated that all interviews under the
CANDIB Oral History Project be held
in the Ottawa region. It is apparent,
however, that many opportunities ex-
ist for interviews with individuals re-

efficiently with the CANDIB com-
mittee, and with the Oral History
Project (OHP) manager in Ottawa in
particular. Expeditiously exchanging
written memos, guidance messages
and other documentation is an essen-
tial aspect of the operation and can-
not be achieved in any practical sense
by telephone or surface mail.

Tasks Relating to Oral

siding on the East and West coasts and History Interviewing

in other centres in Canada. It has there-
fore become necessary to consider
ways in which these resources may
best be explored. One obvious answer
lies in establishing interviewing cen-
tres in regions other than the National
Capital, and this in turn identifies the
need for regional representatives. This
document addresses the detailed re-
guirements and practical aspects of op-
erating a regional CANDIB centre,
with particular regard to managing oral
history interviews.

Criteria for Regional
Representation

1. Regional representatives should be
familiar with the aims of the
CNTHA and CANDIB, and be pre-
pared to explain them and solicit
support for them from locally re-
lated organizations and personnel.

2. To promote CANDIB interests in
their areas, regional representatives
should have previously established
connections with local naval organi-
zations and/or possess a detailed
knowledge of local industries that
make up the defence industrial base.

3. CANDIB representatives should be
familiar with, or at least show inter-
est in such processes that involve re-
search and gathering historical
records, including preparing and
organizing oral interviews.

4. Itis essential that representatives es-
tablish a practical communication
process such as e-mail so that mes-
sages can be exchanged quickly and

1. Regional representatives must main-

tain open communication with the

CANDIB committee and the OHP

manager in so far as oral interview-
ing is involved. Representatives have
a standing invitation to attend

CANDIB committee meetings, and

will receive minutes of these meet-
ings.

. Representatives will establish a list of

potential interviewees in their re-
gions. Following consultation with

the OHP manager, a joint decision
will be reached on proceeding with
any particular interview.

. Representatives must be familiar

with, and follow theGuidelines for
Interviewersssued by the CANDIB
committee. Regional representatives
must be prepared to plan interviews
and carry out the necessary research
regarding the background and related
activities of all proposed interview-
ees so that representatives may ask
meaningful questions and conduct ef-
fective interviews.

. Regional representatives will be re-

sponsible for maintaining the record-
ing equipment provided by CANDIB.

. Representatives must be prepared to

manage limited, pre-approved budg-
ets for regional oral history projects.
Budgets will require prior approval
by the OHP before a representative
commits to any interview.

Preserving Canada’s Naval Technical Heritage
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