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The somniferous murmur of the river outside
my office window, coupled with the warmth of the
late June sunshine on the editorial bald spot, was
contributing little to the zip and sparkle of the
July-August issue of ‘“The Roundel.”

It was, in fact, contributing nothing. Even
Sqn. Ldr. Bloodbracer’s uproarious manuscript,
“The Confessions of an M.O.,” had failed to dispel
my drowsiness. Normally I would have split my
sides at the story of how he took out the stomach
of the wrong Air Commodore, but to-day the
episode evoked from me nothing more hilarious
than a yawn. Somehow it seemed vague, unreal.
No one, I reflected, eats Air Commodores . . . so
why trouble to clean them? ... With fish it was
different . . . you just sat in a boat, pulling them

. the odd trout . .. a bass . .. perhaps even
a lager . . . while dragonflies skimmed around you

.and now and then a fat sergeant came
swimming up with a frown on his face —

“So, Sir! This is where we are hiding, is it? This
is the backwater in which we seek to evade the
rushing torrent of events? Thig "

I came to with a start. Sgt. Shatterproof stood
looking sternly down at me across the desk.

I attempted a conciliatory smile. “Oh, hello,
Sergeant. Guess I must have dropped off. You
know how it is.”

His expression became that of an Old Testament
prophet debating whether to smite a backslider
hip and thigh or to try a spot of moral suasion.

“How what is, Sir? If you mean ‘The Roundel,’
the answer is ‘yes.” It has, like its editor, very
definitely dropped off.”

Still holding me with his narrowed gaze, he
refilled and lit his pipe in silence. I made an
effort to inject a bit more camaraderie into the
conversation. I emitted what was meant to be a
hearty chuckle.

“Well, Shatterproof, that’s what happens when
you stay away from us too long. Haven’t heard
from you for nearly nine weeks, you know. The
last news I had of you was that you were locked
in a death-struggle with the Kremlin. Who won?”’

Sgt. Shatterproof’s eyes flickered briefly, and
his resemblance to a punitive patriarch seemed
somehow to grow less pronounced. He turned and
moved over to the window, where he remained
awhile in solemn contemplation of the Ottawa’s
many-twinkling waters. Apparently he gathered
some inner strength from what he saw, for suddenly
he drew a deep breath and swung around to face
me again.

“Only the man of small soul, Sir, never admits
to a mistake. Did Napoleon ever try to gloss over
the fact that things hadn’t quite worked out at
Waterloo?”’

“Er — well, I don’t really know, Shatterproof.”

He grunted. ‘““The editor of ‘The Roundel’
should know such things. Fortunately, I do.
Napoleon made no excuses. Nor, I think you will
find, did King Charles the First attempt in his
speech from the scaffold to claim that he’d handled
himself altogether in accordance with Y.M.C.A.
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standards. Similarly, I too feel no shame in ad-
mitting that I erred. It was not the men of the
Kremlin with whom Shatterproof had to deal.”

“Then who was it?”

He heaved a sigh of resignation, pondered for a
few moments, and began:

“As I think I have mentioned before, Sir, W.0O. 1
Gallstone usually plays golf on fine Sunday after-
noons. It has therefore long been my custom to lie
in wait near the tenth hole, which is adjacent to
Farmer Fetlock’s woodlot, and watch for his
approach through a pair of powerful field-glasses.
When his ball rolls on to the green, I crawl forward
with the litheness of a panther and take possession
of it. Then, having dropped it into the deepest
part of a nearby ditch, I fade like a ghost into the
bush. I do this, Sir, not in a spirit of empty
whimsicality, but in order to provide W.O. 1
Gallstone with an opportunity of developing the
cardinal virtue of patience. I find, too, that it adds

!
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considerable zest to my ensuing dinner at Farmer
Fetlock’s.”

“Of course,” I nodded.

“On May the thirteenth,” he proceeded, “I
had just taken up my position behind a large elm
tree when I noticed a piece of paper wedged into
a crack in the trunk. Thinking I had stumbled
upon some lover’s trysting-place, I withdrew
Nttt

Here, after a sharp bout with the paper-clip
by which the top button was attached to his
tunic, Shatterproof reached into an inside breast
pocket and produced a crumpled note. He handed
it to me. I smoothed it out and with some difficulty
deciphered the pencilled scrawl.

“Agent X91 reports that flight Lieuetenant
Hornet will go to the seven a clock movie show in
the vilage on Toosday nite. Reccords show that
this officer always walks back to the station after
the movies. Agents X42, X16 and X38 are de-
tailed to liquidate him at the guard gate at
about ten a clock. So perish all tirants. (Sined)
the Hammer.”

I gave it back to Shatterproof, dumbfounded.
He went on:

“As you can imagine, I was shaken to the very
core. Accustomed to making lightning assessments,
I at once perceived from the spelling that its
author was a foreigner, and the use of the word
‘liquidate’ and the symbolism of the signature
indicated beyond all doubt his nationality. The
long arm of the Kremlin was reaching out to our
Service.

‘A hasty man would instantly have referred the
matter to the C.O. But we Shatterproofs are not
hasty men. Seated in my room later beneath the
bust of Julius Caesar, I planned my campaign.
Other than the message, I had no clues. I must
handle this thing alone, without arousing the
suspicions of the enemy. Then, when my evidence
was complete, I would cast the die that would
forever rid the Service either of Shatterproof or
of the N.K.V.D.”

He paused to draw on his pipe. When it was
again going to his satisfaction:

“Ten o’clock on Tuesday night,” he said,
“found me positioned unobtrusively behind the
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guard-house. The minutes went slowly by. ..
five...ten ... fifteen. .. then, shortly before
the half-hour, two figures came strolling along the
road towards the barrier. 1 recognized their
voices as belonging to Flight Lieutenant and Mrs.
Hornet.

“For a brief moment I toyed with the idea of
warning them. But too much was at stake. What
was the life of one Adjutant against the con-
tinuance of civilization? I must make the sacrifice.
Furthermore, Flight Lieutenant Hornet would not
be greatly missed.

“On they came, nearer and nearer. Still no
burst of tommy-guns greeted them, still no bombs
burst at their feet. And now they were at the gate.
I heard the guard step out to meet them, I heard
Flight Lieutenant Hornet’s ‘Good-night,
Ecclesworthy.” And then it came —a roar of
mingled rage and pain, followed by a frightful
squishing noise.

“Leaping forth from my hiding-place, I found

myself confronted by a remarkable sight. Flight
Lieutenant Hornet, his hat off, was clasping what
appeared to be the bloody ruins of his head.
Beside him, doubled up with laughter, Mrs.
Hornet was gasping something about tomatoes,
while Corporal Hammer’s young hopeful, Rusty,
who seemed to have appeared out of thin air, stood
watching the proceedings with grave interest.

“As for LAC Ecclesworthy, he was already out-
side the barrier in pursuit of three small figures
who were tearing down the road. Even in the
rather feeble radiance of the Station lights, I had
no difficulty in recognizing them as Gutsy
Nimrod, Jasper Holocaust, and Butcher Highball,
to whose parents Flight Lieutenant Hornet had on
several occasions had to speak rather forcefully
about their offsprings’ behaviour around the
married quarters. Although I had no reason to
regard any of them with particular affection, I
was, in the present circumstances, gratified to

note that LAC Ecclesworthy was not showing a
very notable turn of speed . ..”

Sgt. Shatterproof stopped speaking.

“H’m,” I commented. ‘““And what was the up-
shot of it all?”

“The upshot, Sir?”’ The old wardog’s face was
expressionless. ‘“The upshot was that I withheld
the die.”

TRACERS

Mrs. (“Mum”’’) Waite, formerly of Bournemouth and now of 22 South Drive, Toronto, Ont., would like
very much to hear from or of ex-Flt. Lt. J. Russell. Flt. Lt. Russell served overseas with No.408 Squadron,
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The Story of a Mobile Radar Unit ini North Africa

By Marshall S. Killen

WE SETTLE DOWN

THE DAY AFTER our first night in camp was
spent in collecting more equipment from
the docks. Since our arrival at Béne three days
earlier the weather had been bright and sunny,
with clear starlit nights — which was somewhat
unusual, as the rainy season had already started.

In the afternoon, Flt. Sgt. Maxim, Sgt. Valeriote
and I set out in the 15 cwt. truck to try and con-
tact Wing Cdr. Passmore, the Chief Signals
Officer of No. 242 Group, and Sqn. Ldr. Axon,
the Group Radar Officer, in order to obtain
operational location maps and other necessary
information — and also to try to get hold of our
Humber staff car which, as I have already said,
had been borrowed by the C.S.0. We proceeded
first to No. 322 Wing Headquarters and there
contacted Flt. Lt. Lewis, the Signals Officer, who
gave me our radio call sign and frequency and
who told me that he would run plotting lines to
our site as soon as he was notified. He also told
me that the Wing Commander was probably
located at the village of Morris, some miles further
along. So off we went again.

On the way, we stopped to admire a three-
motored Italian Savoia Marchetti bomber which
had fallen across the main road. It had been
cut in two and the halves had been pushed to
each side. The Reggio Aeronautico insignia on the
tail and fuselage were complete, but we did not
have even a screwdriver with which to take them
off. This bomber had been damaged by anti-
aircraft fire over Gibraltar and had crash-landed
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only a few hundred yards from the Béne runway.

The village of Morris turned out to be a little
one-street hamlet, not very clean and full of dirty-
looking Arabs. Had we known that it was going
to be our home for more than a year, we would
doubtless have felt more interest in it. As it was,
we paid it little attention beyond observing that
it showed every sign of having been slightly
blitzed a few days previously.

Not being able to locate Wing Cdr. Passmore,
we returned to Boéne, calling in at the Operations
Room on the aerodrome to find out if Group Capt.
Appleton, the C.0. of No. 322 Wing, had any gen
for us. In the Ops. Room, we found several
Spitfire pilots with the Group Captain. One of
them was a Canadian, Flying Officer Large. He
was sitting on the table, with his arm in a sling.
He had just returned from an exciting hike back
from behind the enemy lines, where he had
landed after baling out of his Spitfire. He was
lost in action on 1 January 1943, and his diary was
published some six years ago under the title of
“The Diary of a Canadian Fighter Pilot.”

Darkness was falling as we left the Ops. Room,
and we had not gone more than a few hundred yards
down the road when the ack-ack opened up both
on the aerodrome and in the town a few miles
away. We pulled into the side of the road and put
on our tin hats just as a number of German
fighter-bombers came roaring low over our heads,
dropping sticks of bombs as they passed. From
the Germans’ viewpoint, it was excellent bombing:
one bomb landed on the Ops. Room we had just
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left and blew off Group Capt. Appleton’s foot,
as well as killing a sergeant and wounding several
men. Fighter aircraft all around the aerodrome
were going up in flames, and I remember thinking
that this was no way to win a war. The Germans
were streaking seaward right on the deck and the
ack-ack tracers seemed to be just skimming our
heads.

While this was going on Flt. Sgt. Maxim and
Sgt. Valeriote had jumped into an orchard and
loaded up with enough tangerines to do us for
several days. Those lads never let an opportunity
slip. When we saw the Ops. building get hit, we
looked at each other, and said nothing — but we
thought how easily we could have been in there
ourselves. The Germans were clever in that they
timed their raid to take place at dusk, just as our
Spitfires had come back from patrol and it was
certain that there would still be lots of pilots on
the aerodrome. Their Intelligence must have been
excellent. They even knew where the aircrew
personnel slept, and several times they bombed .
their hotel, several miles away. Fortunately it was
always the day after the aircrew had moved
elsewhere.

On the next day, December 1st, the last vehicle

was unloaded during a heavy air raid and quickly
moved to our camp. Sqn. Ldr. Axon arrived and
instructed me to be ready to move off next morning
to a site two miles east of Morris. Two Controllers,
Sqn. Ldr. Brown, M.B.E., and Flt. Lt. Joyce,
were to arrive sometime before nightfall.

While we were still having breakfast on the
following morning, Sqn. Ldr. Brown arrived and
told us that we must be on the road within twenty
minutes. Accordingly, the technical convoy left at
0845 hours and arrived at the new site, two miles
east of Morris and twenty miles from Boéne, an
hour or so later. Flying Officer Hurcombe re-
mained behind to strike camp and follow on with
the rest of the personnel.

Our site was located about a mile and a half
off the main road. By this time it had started to
rain, and since the area in which we were to set
up our equipment consisted entirely of ploughed
fields, we soon found ourselves working in a sea
of grey clay and mud that stuck like glue to our
boots. To add to our trouble, Flt. Sgt. Maxim,
who had been bringing up the rear with the general
purpose truck, had got separated from us in the
heavy flow of traffic after leaving Béne and had
carried on for another ten miles along the main
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Photograph taken by FIt. Sgt. Maxim from under a truck during a raid.

road before discovering his mistake. The result
was that we were short several men, as this
vehicle didn’t show up for over three hours.
When our equipment was almost erected, Sqn.
Ldr. Axon arrived with the cheery news that it
would have to be pulled down and moved back
about half a mile to the end of the lane where the
hard surface ended! The new site was much better
in that it was nearer to the main road, but the
field (a tobacco field) was muddier than ever.
Despite the changed orders, the pouring rain, and
the mud in which our vehicles were, in several
cases, bogged down to the axles, the convoy was
aligned and ready to go on the air at 1630 hours.
About this time Flying Officer Hurcombe
showed up, and I told him to get the cooks to
make us something hot to eat, as we were hungry,
miserable, and fed up with life in general. It was
amazing what a plate of hot steak and kidney
pudding and a mug of tea did to buck us up.
Earlier in the day, the two radio telephone
trucks and crew had arrived, and the latter were
setting up their two eight-foot masts about 400
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yards away. They were also running two sets of
field telephone lines down to our switchboard
while an Air Formation Signals Crew were
stringing several lines down to the main road
where existing French civil telephone lines were
to connect us with the Filter Room located in the
French Aviation Wireless Building near the aero-
drome. It may be interesting to note here that it
was quite normal to hear a feminine voice suddenly
break in, in French, on our so-called secret plotting
line. For the first two months of the campaign it
was physically possible to telephone the German
High Command in Tunisia, as the lines running
into Tunis had never been cut.

The equipment had taken quite a beating on the
trip out from England, and more than a dozen
faults had to be rectified before we were satisfied
that the unit could be declared fully operational.
This stage was reached at 2100 hours, at which
time lots of aircraft were being picked up at
ranges of up to 110 miles. However, none of our
night fighters was available, and, as the night was
wet and dirty, we guessed correctly that the



TR

Germans would not come near our sector. Earlyin  around the sites. These emplacements were
the afternoon I picked out the various positions linked by ’phone to the Operations Tender, so
for our tents on the living-site. There were sixteen ~ that advanced warning could be given when
mulberry trees on the site, so one sleeping-tent was hostile aircraft were approaching.
placed under each tree. The large marquees for No~255 Squadron and a section of No. 89
stores and the two messes were erected among the §quadron, equipped with Beaufighters, had ar-
haystacks. This, of course, was done on the /rived at Souk-el-Arba by now and were ready for
following day. On the first night only a few sleepmg/ operations. Souk-el-Arba, which was 100 miles
tents were erected, and most of us just snatched from us and only 60 from Tunis, was under con-
a little sleep anywhere. /’ tinuous bombing, being close to the front line
The next morning, December 3rd, broke ﬁ,ne and to the enemy aerodromes at El Alouina and
and clear. The technical crews, when not on Bizerte. Furthermore, there was a 4000-foot ridge
watch, spent the day in tidying up the/te’hmcal of mountains between it and our unit, and its
site and in camouflaging the vehicles w: th netting. \ \ dirt runway became unserviceable whenever it
The immediate area was also covered w1th nets, \ rained. Despite its disadvantages, however, use
so that the paths which we soon wore on’ “the\ )\ had to be made of it because the runway at Béne
ground would not be visible from thé¢ z alr (Our Q was too short for Beaufighters.
camouflage was, indeed, so effective |that for ) /N M.E.S. 894 was located on one of the best
weeks our Beaufighter pilots reported that there posstb\1§ sites_for-the type of operations involved.
seemed to be a new Arab village close to a gr;en In all dlﬁ&{@ﬁs%i‘xe terrain was flat for at least
hedge near the lane. Later on the Germéns made  eight miles, except for some small hills behind the
the same mistake and bombed the wrong village.) unit and about two miles away. The Mediterranean
The communal site needed little camouffage was more than three miles to the north, while the
except for a few buckets of green and brown pémt towers of St. Augustin Cathedral in Béne could
smeared over the large marquees and for some nets be seen about twenty miles to the west without
hung here and there, to break up the shadow All a single hill of any sort intervening. Behind Béne
the general purpose vehicles, when not in use, a ridge of pine-covered mountains, more than two
were backed up against the main férmhquse thousand feet high, stretched right down to the
building. By nightfall, the camp Iooked" Well sea. The aerodrome lay approximately half-way
established. w between the city and A.M.E.S. 894, so that we
The local Arab sheik was fr1end1y1and ;co- had a ring-side seat when it came to watching
operative. He lived in the farmhouse and had his enemy air raids. The enemy-held island of Sardinia
village of thorn huts in the next field. Howevcr, was 140 miles due north, and it was from there
in one thing he played safe: all the young‘gxrls had that we expected most of the enemy raids to
disappeared overnight. This Arab had an 1old originate.

\

gasoline pump near his well which LAC Confnor On the night of December 3rd very heavy raids
soon put into shape, and this enabled us to have were made both on the aerodrome and the harbour,
plenty of water for washing. Our drinking|water — but, since Souk-el-Arba was waterlogged, none of

and that of all the other units in the area — was our Beaufighters could become airborne. The raids
supplied from a village pump in Morrlg The water  lasted for nine hours without intermission and a
bowser was towed there twice- weeklgtr, and LAC-—lot-of-damage was done to dock installations and
Charlesworth, the medical rderl-y,—saw—to—i—t«-thatm—buildir{gs in the city.
the water was purified before use. December 4th was spent in checking equipment
While the camps were being constructed, the and in drawing rations. As night fell, the Germans
R.A.F. Regiment gunners were constructing gun came over as usual; and once more the harbour
emplacements and harmonizing our eight and aerodrome were the targets. Again we were
Brownings, which were set up in a wide circle forced to watch the enemy aircraft on our C.R.T.
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(cathode-ray tube) screens, come in, drop their
bombs, and return home again without any serious
interference.

But things were destined to change before dawn.
Shortly after 0300 hours a signal came through
from Souk-el-Arba saying that we could have
three Beaufighters from No. 89 Squadron.

FIRST OPERATIONS

The three aircraft became airborne safely
despite the mud and poor flarepath, and soon they
were testing their R.T. with us. Our call-sign was
“Pingpong” and theirs was “José,” followed by a
number to indicate which aircraft was calling.
Sqn. Ldr. Brown, our Controller, gave each Beau
a beat to patrol, and not long afterwards another
wave of Germans came in from the north-east.
The pilots of the Beaufighters were Flying Officer
Etherton, Flying Officer Spurgin, and Sgt.
Kingsnorth. Sqn. Ldr. Brown allotted each pilot
a target in turn, and each shot down one bomber,
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A common sight around our camp.

This made us all feel better, especially as each
kill was a “flamer” — i.e. the bomber burst into
flames when struck. In fact, throughout the
campaign most of our kills went down in flames
and there were very seldom any survivors to be
taken prisoner.

Sgn. Ldr. Brown, having been a pilot himself,
seemed to have an uncanny instinct for being able
to foresee each move made by enemy pilots, and
consequently he managed to have his fighters just
in the right place, no matter what evasive action
the enemy had taken. The latter took plenty of
evasive action — especially after they had seen
some of their friends go down in flames and
realized that “The Whispering Death,” as they
called the Beaufighter, was on the prowl again.

On the evening of December 5th, as dusk fell,
the raids began again. It had rained heavily during
the day, so we did not get a fighter in the air until
1900 hours, and then only at a great risk to the
aircrew. Just as we were becoming really disgusted,
six pilots offered to try to get their planes into the
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air. Sqn. Ldr. Brown immediately scrambled two
from No. 89 Squadron, with one from No. 255
Squadron to come up forty minutes later. The
first two had trouble with their radar equipment
and had to return to base after thirty minutes in
the air. The third aircraft did a five-hour patrol
without any success; but his reliefs, Flying
Officers Humes and Gloster, both from No. 255
Squadron, really went to town. Soon after these
two pilots had started their patrol, Sqn. Ldr.
Brown saw six Germans coming in from the
north-east in a crocodile formation, with about
ten minutes between each aircraft. He therefore
started at the back and worked forward, with the
result that, out of the six, Flying Officer Hume
shot down two and Flying Officer Gloster three.

It was funny to hear the pilots on the R.T. each’

time they made a kill. They became so excited
that all they could do was to swear and call the
Germans unprintable names. Our Controller, who
was responsible for the safety of each Beau,
generally had to call them off to cool down for a
bit before he gave them another target to chase.
Sometimes, after a patrol of maybe four or five
hours, it took the strongest language from him
to make the pilot return to base before his gasoline
became exhausted. Later on, when R.T. procedure
was strictly enforced, there were no more wise-
cracks and jokes to be heard on the air, and a lot
of the fun went out of our operations. ;'
The performance of the Beaufighter crews alt
this stage of the Tunisian campaign cannot be too
highly praised. More often than not, when they
took off from Souk-el-Arba, the chances were that
they would have to crash-land at the end of their
patrol on account of the state of the runway. The
Radio Observer who sat facing the tail of the
aircraft had a particularly trying time. After the

performances of the 4th and 5th of Decembe_r, o

the military people in Bbéne began to ask what
were all the fires to be seen {‘ﬁ"the sky at night.
When they were told, the stock of the R.A.F.
went up tremendously.

* * *

At this point, a brief description of what happened inside
the Radar Operations Tender may help the reader to under-
stand how an interception was conducted at that stage of the
war.

The task of the radar station was, first, to detect the
approach of enemy aircraft as far away as possible from their
target and, second, to direct defending aircraft to a position
where the short-range radar carried by the night fighters
could directly pick up the enemy raiders. A G.C.I. radar
team consisted of the following personnel:

@® The Contr‘o]ler, who was in complete command while in
the Operations Tender and whose word was law.

® The N.C.O. ifc operations, who was responsible to the
Controller for the behaviour of his operators, and who saw
that the proper liaison was maintained between the radar
station and the Filter and Operations Room at Sector. He
also kept the Controller supplied with all necessary informa-
tion received from outside sources.

® Two radar operators who plotted the aircraft positions on
the two radar screens.

@ One operator who sat in the Aerial Tender and rotated the
aerial array in any direction as ordered by the Controller or
operators on the screens.

® And, finally, there was the radar mechanic who stood by
all the time in case of a breakdown. He generally stayed in
the Transmitter Tender or in the workshops.

All the radar operators wore headsets which were connected
to the telephone circuit to Sector, while the Controller wore a
headset and.microphone which connected him direct to the
night ﬁghter by radio-télephone via the two R.T. Tenders
situated several-hundred-yards away. In these tenders were
three operators whose duty was to switch the circuits to send
or receive as instructed and to record all conversations in
and out of the circuit.

Operations Tenders were very crowded places when every-
one was on duty; but when things were quiet, someone was
always brewing a pot of tea, and one small bench was reserved
for this purpose.

Normally, when the Controller took over his Beaufighter,
he gave each one an area to patrol. From time to time he
would check their heights and give them vectors which kept
them in the patrol area. As soon as a hostile aircraft was
plotted, one fighter would be vectored so that if would inter-
cept the hostile at a certain point in such a manner that the
fighter would be coming in behind, and travelling slightly
faster than, the enemy. At a range, generally, of from one to
two miles, the radio observer on the fighter would pick up the
enemy himself, and then our task was finished and all we
had to do was to watch the final stage of interception take
place on our interception screen. Sometimes the enemy pilot
would keep altering course and speed to put our fighters off
the track, and then it was that the Controller needed all his
skill.

The radar operators had a difficult task, as they had to keep
the Controller accurately posted as to the speed of the enemy,
his height, the direction of the wind at various levels, and the
height and speed of our own fighter. They also had to be able
to say at any instant which aircraft was friendly and which
was hostile. This latter information was obtained by means
of a small instrument which all allied aircraft carried or were
supposed to carry. Known as the I.F.F. (Identification of
Friend or Foe) this instrument produced a different kind of
echo on the radar screens.

DEC. 6th TO CHRISTMAS 1942

By midnight on December 6th, the third night
of our operations, we had thirteen enemy air-
craft to our credit — and we had also broken the
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The Unit's score-board.

previous record of all radar stations by destroying
ten hostile aircraft with controlled night fighters in
less than twenty-four hours.

The Germans must have been badly shaken by
such rough treatment, because for the next three
nights not a hostile aircraft came near us, although
the day raids continued as fiercely as ever. On
the fourth night there were raids in adjacent
sectors but none in ours. However, it was decided
to let us try interceptions in daylight. Daylight
interceptions are extremely tricky from a Con-
troller’s point of view as at all times he must be
sure that he has his fighters higher than the enemy
and attacking out of the sun. One incorrect order
over the R.T. during the daylight interceptions
could easily result in one of our own fighters being
destroyed.

We had considerable trouble with our telephone
lines to Sector, over which all the plots and infor-
mation flowed. They were being constantly

10

sabotaged by the Arabs, both pro- and anti-ally,
who found the wire very useful both for
fencing and for miscellaneous domestic purposes
such as holding up their trousers. The lines were
also cut several times during the first weeks by
shrapnel from shellfire and bombs. The radio
telegraph equipment supplied to cover such break-
downs was set up and ready for use, but no sul-
phuric acid had been supplied for the batteries.
I1 Duce, however, soon supplied our needs.

On the morning of December 6th, a lone hostile
aircraft on reconnaissance was plotted about
eighty miles to the north, coming in towards Béne.
One of our Spitfires was on patrol at the time and
it was quickly vectored in the direction of the
invader. Shortly afterwards, we heard the Spitfire
pilot yell over his R.T. that “he had got the
blighter.” We rushed out just in time to see the
enemy hit the deck about two miles away, and
we drove as fast as possible to the scene. None
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the less, we were not quick enough. By the time
we reached the crash, Arabs were disappearing in
all directions, and the dead pilot had been stripped
of everything, including his flying boots. Luckily
for us, the fuselage was nearly intact, and it did
not take us long to locate four new six-volt batteries
in a rear compartment. They proved to be fully
charged . . . and so within a few hours the radio
link with Sector was in full operation. (Inciden-
tally, we also salvaged from the wreck a fine
machine-gun complete with lots of ammunition.
We mounted it on the nose of a 1000-lb. German
bomb which had dropped near us and failed to
explode. The bomb had been rendered safe by the
bomb demolition squad from Béne and, when set
up on its base, made an excellent anti-aircraft
mounting.)

A few days after our arrival in Morris, the Arab
sheik told me that our technical site had been
about a foot under water during the previous
February. We instantly began to dig drainage
ditches on both sides, to lay raised paths, and to
floor all the tents. Herculean though our efforts
were, they proved later to have been inadequate.
I still have a snapshot of Flt. Lt. Roebuck, one of
the Controllers, paddling in an Italian dinghy
from my tent to the medical tent.

After another week or two of successes, A.M.E.S.
894 was becoming quite famous in Air Force
circles all over North Africa. Senior Staff Officers
from one or other of the three Services were
constantly visiting us. On one night when six
Germans were shot down, a well-known General
who was in the Ops. Tender rushed outside to see
a plane coming down in flames. He tripped over
a guy-rope and landed in one of our drainage
ditches which was half full of water. However, he
didn’t mind, and was as excited as a schoolboy. I
can still see him sitting on a stool at two o’clock
in the morning, drinking tea out of a none too
clean tin mug and eating a bully-beef sandwich.
He was so enthusiastic about our success that he
said to me “My boy, anything that you or your
men want, just let me know and I’ll see that you
get it!”

Looking back, it is hard to realize how a group
of normally quiet and peace-loving fellows like

ourselves used suddenly to become so bloodthirsty
and to cheer like mad on seeing fellow-beings
roasted alive before our eyes. In point of fact, it
was a terrible sight. On an overcast night, we would
suddenly see a glow shining through the clouds.
As the blazing aircraft fell, it grew brighter and
brighter until at last it blossomed out and we
could see the plane itself. The ball of fire seemed
to fall rapidly at first, but as the aircraft burned
more fiercely, the gases generated by the heat
seemed to hold it up and its descent became very
slow, with bits of the wreckage now and then
breaking away. As it hit the earth, there was a vivid
flash and we would all cheer. Perhaps our savagery
was due to the fact that the whole action seemed
so utterly impersonal — and perhaps, too, be-
cause we had all seen what the Germans had done
to Great Britain.

As time went on, it became more difficult to
destroy enemy raiders. We guessed that backward-
looking radar equipment had been fitted into the
tail of the bombers. As soon as our fighters began
to creep up, the enemy would dive away or start
to take violent evasive action. He was also using
much faster aircraft, and our Beaus were finding
it hard to overtake them. Once the raiders got
rid of their bombs, they were able to dive away
and outdistance us without much trouble.

While all this activity was taking place, the
crew was putting in a lot of work to make the
camp as comfortable as possible. All the tents were
fitted with electric lights, kerosene heaters were
obtained from stores, carpets and furniture were
salvaged from bombed buildings, and the marquees
were made as comfortable and pleasant-looking
as possible. In the airmen’s mess marquee, after
the evening meal, blankets were spread on the
tables and the tents became a place where every-
one could play games or write letters. A canteen
was erected, and this also served as a library.
Canteen supplies began to come through via the
N.A.AF.I. from England. Practically all canteen
supplies seemed to originate in Canada. The beer
was either Dow’s or Labatt’s, and cost us about
thirty cents per bottle. The chocolate was
Lowney’s, and the candy usually Moir’s or some
other Canadian make.

11



P

The first mail arrived about two weeks after
we reached Morris. It consisted of one letter to
me from my wife and a parcel for one of the
ground gunners. On opening his parcel, he found
that it contained six oranges, a tin of bully-beef,
and a tin of sardines. It was rather pathetic to
watch his face: here were a number of articles
which his mother must have made a considerable
sacrifice to obtain, and yet they were so plentiful
with us as to be practically without value.

In the matter of rations and fuel, there was an
equal plentitude. An Air Stores Park had been
opened at Duvivier, sixty miles to the south, and
from it we obtained all that we wanted. It took us
some time to get used to such abundance. In
England we had signed all sorts of forms in
triplicate or quadruplicate before being able to
draw as much as a pint of gasoline or a tin of
bully-beef. Here in North Africa, however, we
just stated our requirements, certified that the
issue was necessary, signed a receipt, and drove
off with whatever we had demanded. The allied
supply organization in North Africa was a con-
tinual source of wonder to me.

About this time, Eastern Air Command Head-
quarters in Algiers decided to make us an assembly
and instructional centre for new units arriving in
Africa and awaiting disposal. Controllers were also
being sent to us for practice, so that the camp
continued to grow from day to day — especially
as the Army sent in a guard of twenty men, with
a further sixty men in reserve close by.

By the end of December, A.M.E.S. 381, under -

the command of Flt. Lt. Papineau, R.C.A.F., was
in operation twelve miles to the east of us, while
AM.ES. 897 and 388 were located at La Calle,
thirty miles further on. A.M.E.S. 895 had arrived
and was in operation on Cap Takouche, near the
town of Herbillon, sixty miles to the west. The
men of this last unit enjoyed an enviable time, as
they were the only Allied troops in their district
and were made much of by the local inhabitants.
A.M.E.S. 8003 was operating as a G.C.I. Station
near Phillipeville. Most of the officers of these
units were Canadian, as were the technical officers
of jche neighbouring Mobile Maintenance Signal
Units which were responsible for the heavy
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Christmas Day. (I. to r.): FIt. Sgt. Maxim, FIt. Lt.
Killen, Sgt. Valeriote.

maintenance of all radar gear. Flt. Lt. Ernest Reid,
from Prince Edward Island, was the technical
officer of No. 304 M.M.S.U. located at Phillipeville,
and we worried him constantly for spare parts and
suchlike. The Technical Officer of A.M.E.S. 897
was Flying Officer Howard Rennie, from Montreal.
This officer, a friend of mine from Cranwell days,
died in the 5th General Hospital in June 1943 at
the age of twenty-one and was buried by us near
our unit, next to Flt. Sgt. Aaron, V.C., who had
been killed on the previous day.

* ES E3

Flt. Sgt. Maxim had done nothing to astonish
us since losing his way with the general purpose
truck when we were moving on to our site. On
December 15th, however, he had his opportunity.
Nor did he disappoint us.

A Ju. 88 had been shot down by Flying Officer
Grieves and Warrant Officer Robbins. Before it
burst into flames, two of its occupants parachuted
out and were captured. Twenty-four hours later
we located the aircraft’s wreckage and left Flt.
Sgt. Maxim to guard it while the remainder of us
returned to the Unit. As soon as we reached camp
I arranged for a party of gunners to take over the
guarding of the aircraft until the Wing Investi-
gating Officer had made his usual check. When we
went back, around midnight, a remarkable sight
met our eyes.
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Flt. Sgt. Maxim had lit a small fire near the
dead German pilot and was sitting cross-legged
on the ground, working away at a piece of salvaged
radio equipment. Most people would have felt
justifiably scared at being alone on an African
mountain-top on a dark night with only two dead
men for company and none but quasi-friendly

Arabs in the district. But not Flt. Sgt. Maxim. /

He was using the pilot’s bare chest as a table for
his bits and pieces, and seemed quite unconcerned

about his surroundings. He had already climb,é‘d:

the fir tree that was holding up the tail assembiy,
and, after unscrewing eighty bolts Wlth a_jack-
knife, had freed the tail-fin and lowered 1t “to the
ground. This fin became our unit score-board.
Each time an enemy plane was destroyed, a-small
swastika was painted on it — red for mght v1c-
tories and white for day ones. ;

Round about December 17th, the Germéns
began to change their tactics. Soon after dark
they came in close to the target area, keeping just
above the wave-tops, and then zoomed suddenly
up to gain altitude for the bombing run. By this
means they avoided detection until the last
minute, for at that time we were not able to pick
up low-flying aircraft. The result was that our
Controller found himself with less than  ten
minutes to make interception, which was generally
not enough, especially if our fighters were well
away from the hostiles when they first bobbed up.
Out of six interceptions on the 17th we managed
to get only one victory. None the less, enemy raids
were not causing nearly so much damagé to Bone
as they had done previously. The harbour defences
had been greatly strengthened by the prfesenc'é of
the British cruisers “Dido” and ‘‘Sirius,” and
later on by the “Ajax” (of “Graf Spee” fame). )

And, so, amid the routine of raids and inter-
ceptions, Christmas appr&ched For the few
days before the 25th we foraged all around the
country and managed to buy twelve nice turkeys
at an average price of four dollars per bird. The
Navy promised us white bread, so we planned to
have a real Christmas dinner.

>

Christmas Day, 1942, dawned bright and sunny.
Everybody felt in great spirits, because we had
been more than successful in our scrounging efforts
for the past few days. The menu for breakfast con-
sisted of: oranges, cornflakes, peaches and cream,
egg’s',/'b‘ac“on and baked beans, bread, butter, dates,

y 'ja}nf and tea. After breakfast, a volunteer fatigue
/party started in and decorated one large marquee.
All the floors of the marquees and tents had by this
time been paved with road-surfacing materials,
borrowed on a long-term loan from the Vichy
authorities. With flags, evergreens and coloured
electric lights, the marquee looked just like a
Christmas scene at home.

Dinner was at two p.m., and the two Controllers
volunteered to man the radar equipment for one

N hour while the crew on watch had dinner. Nobody

thought that the enemy would stage any raids
on Chrlst\mas‘Day Our cooks started us off with
cocktails, followed by ox-tail soup, turkey,
chestnut stuffing, sweet potatoes, green peas,
gravy, cranberry jelly, date pudding with brandy
sauce, beer, wine, dates, raisins, oranges,
tangerines, coffee and biscuits. We drank several
toasts, the main one being to our loved ones at
home.

At. 3.30 p.m. the truck went up and brought
down Sqgn. Ldr. Brown and Flt. Lt. Roebuck from
the technicalsite. Half-way through their dinner the
’phone rang, and the N.C.O. in charge of the Ops.
Room reported two unidentified aircraft coming in
from the north. All “bogies” (unidentified air-
craft) had to be investigated, so Sqn. Ldr. Brown
went up to the technical site...and within
twenty minutes added another two victories to
our day’s score. The aircraft, which were Macchi
fighters, had walked into a nice trap: the Spitfires
were sitting above, just waiting to jump on them.
I suppose they thought the R.A.F. would be too

" busy celebrating Christmas to keep a patrol aloft.

~ 7 Such are the emotions aroused by war, however,
that this interruption served as a pleasant savoury
to our Christmas dinner.

(To be continued)



Transatlantic Once-over

By Flt. Sgt. W. J. Groulx

(FIt. Sgt. Groulx, who joined the R.C.A.F. in 1936, went overseas shortly after the outhreak
of war and served for 3V% years at R.C.A.F. Headquarters in London. Returning to Canada,
he later graduated from No. 91 (Air Gunnery) Course at No. 10 Bombing and Gunnery
School, Mt. Pleasant. Since then he has been stationed mostly at A.F.H.Q., in the Directorate

of Postings and Careers.—EDITOR).

A‘ 0630 HOURS my alarm clock rings. Instead
of cursing it, I leap up with a jubilant cry.
The great day has arrived.

Presently the Army Transport driver arrives —
and views his passenger with evident disappoint-
ment. However, a cigarette and a eulogium of the
Army’s past, present and future, speedily raises
me at least four ranks in his estimation. By the
time we reach Rockcliffe, we are on the best of
terms. He even helps me with my luggage, and we
finally part with every expression of mutual
esteem.

Two cokes and two cigarettes occupy only ten
of the forty-five minutes till departure time. I
decide to drop over to the Station Orderly Room
and see Joe. Suiting action to the thought, I
amble off through the early morning sunshine . . .

“Hello, Joe. What do you know? I’m on my way
to the U.K. and Paris on T.D.”

Joe’s reaction is normal. He hurls down his pen.

“Why, you dirty scrounging . .. !”

I apologize. ‘“Honest, Joe, I had nothing to do
with it!”’

But he is not appeased.

“And to think that the furthest I ever got while
I was at A.F.H.Q. was Victoria Island — and
even then only just to be told that there was at
least four more years’ wear in a 1940 uniform.”

After further friendly exchanges, I leave Joe
still muttering against Fate . . .

By 1030 hours the visibility has cleared enough
for the Dakota to take off. We board the aircraft

o Fly in Ten Easy
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Lessons.” 1 recognize him as a time-expired
member of D.P.C.’s staff, and the advantages of
rail travel immediately become apparent to me.
While I am still mentally composing a monograph
on the subject, we land at Dorval. ... Oh well,
maybe he can fly, but I'll bet he can’t type.

Says the A.T.H.U. Flight Sergeant: ‘Yes,
Flight Sergeant Groulx, we know all about it. You
were to go on the Hastings, but it left yesterday
and you are to leave on the North Star on Monday.
Yes, Flight, I told the Captain you were going
to be on the plane, but he didn’t seem the least bit
impressed. There’s nothing more you can do.”

The Sergeant’s Mess at Lachine serves an
excellent meal. Hopefully I extol the merits of the
establishment to the Mess Sergeant. His only con-
tribution to the conversation is brief and to the
point.

“A.F.H.Q., eh? Fifty cents, please.”” As he
turns away, he adds beneath his breath: “A.F.H.Q.
types! They all think they can eat here free.”

In the Mess lounge, I ponder an intricate prob-
lem. It is now 1400 hours on Friday, and I am
due to take off at 0630 hours on Monday. Shall I
return home to the bosom of my family or shall I
suffer the untold hardships of a week-end in
Montreal with my good friend Jack? I telephone
Jack, who comes to the Mess; and we proceed
to discuss the matter. Since we have not reached
a decision by closing-time, we adjourn to a less
arid environment . . .

It is Monday. The time is 0630 hours, the
temperature is 14° below zero, and I wish I had
gone home after all. The North Star, I am told, is
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a first-class and very dependable aircraft, but the
bleakness and immensity of its interior does little
to comfort me.

I have been forewarned; therefore I come fore-
armed. I stuff a bale of cotton-wool in each ear and
make myself as comfortable as is possible in an
A.T.C. North Star. After the warm-up, I am sure
I have lost the cotton-wool. After the take-off, I
am convinced that my eardrums are gone too.
Oh, for the peace and quiet of a boiler factory!
At first, I find myself hoping the pilot has read
those ‘“Ten Easy Lessons’’. At the end of an
hour, I no longer care. And at the end of two
hours, I hope he hasn’t . ..

But apparently he has, for we arrive at Chatham
safely enough. Oddly enough, the noise has com-
pletely disappeared. The crew and also the boys
in the mess hall seem strangely silent. Even the
Mess Sergeant who bears down on me for the usual
“Fifty cents, please,” merely moves his lips sound-
lessly. Then it is that I realize that I am stone
deaf, as no Mess Sergeant is ever speechless at such
a time.

After a hasty meal and a brief visit to the
Sergeant’s Mess, I discover that the level of my
spirits has been somewhat raised, and I return to
the aircraft better equipped to carry out the
hazardous mission ahead of me — which is to
accompany the personnel of No. 421 Squadron
on their airlift to Odiham, in England.

& * *

As we landed at Odiham, I reflected that there
was no mistaking this was England. Acres and
acres of Brussels-sprouts stretched out before us

. . a sight which revived many bilious memories

of bygone meals. Our charges disemplaned im-
mediately, while we members of the crew re-
positioned at London Airport. Thirty-six hours
had now elapsed since I had left Montreal.

Despite three years’ previous experience of
London, I made the Fatal Mistake. I enquired
from a stranger the distance to the nearest
Underground station. He replied: ‘“About ten
minutes up the road. You can’t miss it.”” Twenty
minutes later, when I hailed a cab, it still took me
another ten minutes to get there. The Under-
ground, by the way, is still operating as efficiently
as ever. The same old ads. still greet the passenger’s
eye . .. Gordon’s, Burton’s, Booth’s, Schweppe’s.
But something new has been added that makes the
Canadian feel right at home: TIDE.

Those of my readers who remember H.Q.’s
palatial premises at Lincoln’s Inn Fields would
be somewhat disillusioned with No. 11 Hill Street.
The quarters are small and there is (horrors!) an
atmosphere of business. What a difference a war
can make!
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After reporting in, all I really wanted to do was
rest. However, no matter how tired one may be,
one does not go to London to sleep. I therefore
lost no time in seeking out the same “‘local” in
which, amid high wassail, I had parted from my
friends in 1944.

For one and tuppence I bought myself a light
ale from a bartender who registered no emotion
whatsoever at the sight of my uniform. I
manoeuvred my ‘‘Canada’” badges into greater
prominence, but without result: the second ale
also cost me one and tuppence. In the next few
days I was to learn that ‘“Canada’” badges are no
longer acclaimed with: “Have a drink, Canada!”
The atmosphere that we loved in the ‘“local” has
all but disappeared. Even around the dart board,
the pulse of life beats more slowly than it used to.

Things these days are not too good for our
English friends, nor does there seem to be any
real improvement in sight. Consumer goods have
sprinted far ahead of wages. Though food is
plentiful, the meat ration is pitiful — 4 to 6 oz. a
week, dependent upon the cut. While the English-
man of to-day is not grim or bitter, as he is some-
times represented, he looks a little tired and worn
in spots. He cannot afford to eat, dress, or enter-
tain in his accustomed manner, and he has con-
sequently lost some of his good humour. In the
final analysis, all he really has left is hope and
courage.

Much of the bomb damage in London is no
longer discernible, though you can still find it if
you look for it. Many of the reparable buildings
have been renovated, others have been completely
replaced. Trafalgar Square, Piccadilly, Marble
Arch, Oxford Street, Regent Street, Hyde Park,
etc., still look the same as ever. But the old night-
life has been considerably curtailed. Practically
everything closes at 10.30 p.m., and I have yet to
see the bright lights. The dim-out was brought
into force just before I arrived.

On Friday evening I left for Paris. The British
European Airways excursion rate is cheaper
than the fare by rail and boat, and one gets to
Paris in a little more than an hour.

g The 'journey downtown from the airport is
Interesting for two reasons. First, it initiates you
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into the dreadful mysteries of Parisian traffic,
and second, you can still see quite a lot of un-
complimentary inscriptions which tell in no un-
certain terms of the Frenchman’s appreciation of
the German occupation. When you reach the
Gare des Invalides you are on your own, and you
begin to think of your French teacher with
nostalgic affection and respect.

I enquired of the telephone girl in my faultless
French the number of the Canadian Embassy.
She replied in her faultless English — and neither
of us understood a word. We reversed the pro-
cedure, with no better result. Before long I was
surrounded by attendants who apparently thought
I wanted to remove the telephone. Nevertheless,
I finally got the call through, and my good friend
Larry came to my rescue.

That evening Larry and I, accompanied by his
wife, inspected Paris by night. En passant, I
might mention such names as ‘“Place Pigalle”,
“Les Naturistes”, ‘“Chauve-Souris”, “Boite de
Nuit”, La Nouvelle Eve”, “Aux Pieds de Cochon’’
(for onion soup). But the details would, of course,
bore you. As I have already told my wife, the time
passed very tediously without her . .

Paris by day is the show-place of the world.
Take our own Parliament Buildings, Coney
Island, the Empire State Building, Piccadilly,
and Edinburgh Castle, wrap them all into one,
and you have something not half as interesting
as Paris. It is full of character and characters.
The Place de la Concorde is one of the largest
squares in the world, Les Champs Elysées one of
the largest avenues in the world, the Parisian
taxi-driver the most dangerous and plausible in



the world, and the Parisian shopkeeper the politest.

Shopping in Paris is an experience in itself. The
traveller must accustom himself to addressing
everyone as ‘“‘Monsieur”, ‘“Madame”, or
“Mademoiselle’”. Marketing is done on Sunday,
and you are not allowed to pick and choose —
this is the shop-keepers’ privilege, not the cus-
tomer’s. Food is plentiful, but expensive by
French standards. The French monetary system
is a simple one: there is only one denomination —
the franc. Since, however, a dollar bill can be
broken down into thirty-five ten-franc notes, you
need a fair-sized wallet.

A Frenchman without his wine is like coffee
without cream. When first introduced to his
drinking-habits, you are sceptical. After a little
while, your scepticism disappears, and you realize
that fifty million Frenchmen are not wrong.
Nevertheless, the beginner should retain a little
of his scepticism if he wishes to retain his wine . . .

Back in London, we are grounded for four days
by bad weather. But we are not unduly put out by
the delay; and when eventually we take off for
the return flight to Canada, it is curious how
different things seem. The interior of our aircraft
no longer depresses me, the roar of its engines no
longer shakes me to the very core of my being.

For I am lost in a world of reverie . . . a confused
world of husky-voiced chanteuses, of men with
walrus moustaches who keep shouting ‘“Time,
gentlemen, please!”, of perfume-shops and Eiffel
Towers, of meatless meals and vin ordinaire, of
faces resigned and faces gay, of rhythmically
rumbling wheels, of clinking glasses. .. and
through it all, as I drowse above the Atlantic, I
seem to hear the wild symbolic honking of a
Parisian taxi-cab . . .
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By Flying Officer P. R. Gilliam

(Flying Officer

and spent two years as a radio-navigator with No. 123 Searc

Gilliam’s war-time service was with the R.A.F. He joined the R.C.A.F. in 1948

h & Rescue Flight before being

transferred to No. 12 Group H.Q. at Vancouver.—EDITOR.)

THE vAST half-million-square-mile territory
covered by No. 12 Group Rescue Co-ordina-
tion Centre ranges northward from the U.S. border
to within 150 miles of the Yukon boundary, and
westward from the Alberta boundary across
British Columbia and 700 miles out into the
Pacific Ocean.

When a radiotelephone or normal telephone is
available, any person requiring assistance can be
connected immediately to the Operations Room,
where details of the incident are recorded both on
the form provided and on the tape-recorder
connected into the telephone circuit. Very often
the R.C.M.P. and local police receive information
that a mountain-climber or skier is lost in the
treacherous mountains north of Vancouver. In
such cases a special Mountain Rescue Squad,
composed of experienced civilians and police, is
called into action. Occasionally R.C.A.F. volun-
teers from both Sea Island and No. 12 Group,
under the guidance of an airman, N.C.O. or
Officer from the Rescue Centre, turn out to plod
through the snow-covered brush on the mountain-
side§ to help. Adequately supplied with walkie-
talkies, warm clothing, blankets, rescue equip-
ment, emergency rations, first aid, flashlights, etc.,
they are ready to cope with practically any even-
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tuality. When the mountains are clear of the
rain-filled clouds that are usually clinging to their
jagged peaks, a helicopter from No. 123 Search
and Rescue Flight guides the searchers towards
any clues that may have been spotted from the
air. During 1950 there were many such operations.

Aircraft requiring assistance are, of course, the
primary concern of a Rescue Co-ordination Centre,
and all possible trained manpower and equipment
are available to that end. In 1950 there were at
least 145 reports received of aircraft missing or in
difficulty, but only 6 cases were reported of missing
aircraft that were never found. At Sea Island,
under the direction of Senior Operations Officer,
Sqn. Ldr. J. F. Easton, D.F.C., and No. 123
Search and Rescue Flight Commander, Flt. Lt.
Paul Gibbs, D.F.C., seven aircraft (2 Lancasters,
2 Cansos, 2 Norseman, and a helicopter) are kept
in readiness. Seven other aircraft are also available.
Para-rescue men Sgt. J. W. Jameson, Sgt. G. B.
Leckie, Sgt. D. Wright and LAC H. A. Jenkinson,
all fully trained in first aid and rescue work, await
any calls that may come by day or by night.

The calibre of men and equipment at Se2
Island was well demonstrated in the recent
“Operation Captain,” when a Canadian Pacific
Airlines’ DC-3 crashed into Okanagan Mountain




Operations Room of No. 12 Group Rescue Co-ordination Centre.

near Penticton, B.C. R.C.A.F. Dakotas, searching
the area on the evening of 22 December 1950,
reported seeing fires burning and ‘“‘people running
around waving firebrands.” A land party was
quickly organized to proceed to the spot during
the night, and at daylight on December 23rd,
wreckage of the missing DC-3 was spotted on the
mountainside. Supplies were immediately dropped,
followed by jumps into the area by para-rescue
personnel. Vehicles from Sea Island arrived with
stretchers, sleeping bags, etc. Combined efforts of
R.C.M.P., local police, doctors, radio stations
(who broadcast pleas for snowshoes to the local
townfolk and received wonderful response), C.P.A.
and R.C.A.F. personnel, resulted in all passengers
being safely returned to their homes in time for
Christmas. Although they all suffered from the
effects of having spent an uncomfortable night in
the freezing and snow-covered bush, no serious
injuries were reported. Unfortunately, the captain
of the aircraft was killed instantly, and his co-
pilot, despite medical attention by the R.C.A.F.
para-rescue team, died shortly afterwards.

The operation had been carried out in extremely
adverse weather, with poor visibility and heavy
icing reported by all aircraft. There is no need to
elaborate on the danger to searchers when it is
pointed out that the mountains were anywhere up
to 8000 ft. in height. Indeed, this hazard is present
in almost all searches carried out in the area
covered by No. 12 Group. In other Rescue Areas
of Canada, with the possible exception of the
Northern regions of North-West Air Command,
a ceiling as low as 1500 ft. would not present undue
difficulties to searching aircraft. In British
Columbia, however, we have an entirely different
terrain, where prevalent weather conditions are
the exact opposite to those required for safely
conducted operations. Whenever the ceiling does
enable suitable coverage of high regions there is
almost certain to be low-lying fog that blankets
the valleys. In spite of publicity from the Tourist
Bureau and loyal Vancouver citizens, rain does
fall quite often in British Columbia and it is in
such adverse flying weather that No. 123 Search
and Rescue pilots are invariably asked to take off
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and search valleys between towering peaks or
along treacherous coast-lines. For an example of
how Mother Nature does her best to thwart the
search operations in this area, let us examine
“Operation Brix.” .

This was one of the most important operations
that took place in 1950. On the 13th February, at
2300 hrs., Vancouver Air Traffic Control called
the Centre regarding a B-36 that had reported
losing two engines at a position 90 miles south of
Prince Rupert, B.C. The crew were bailing out
and no further reports were received. A search was
immediately organized.

The ceiling at Prince Rupert at the time of dis-
tress was 500" with visibility 3 miles in light rain.
A wind of 52 m.p.h. was reported. The feelings of
the pilots involved in the search can be readily
imagined as they prepared to enter a search area
containing mountains up to 8500 ft. in height in
heavy icing conditions on a pitch-black night with
winds of gale force. None the less, more than 40
aircraft were airborne in a few hours and were

co-ordinated to cover 25,000 square miles of g,
and land.

Because survivors could not be expected tq live
very long if down in the icy sea at this time of the
year, it was decided to cover the water area of
probability first. Four U.S. Coastguard cutterg
the R.C.N. destroyer ‘“Cayuga,” and the R.C.A,F’
high-speed launches ‘“Huron’’ and “Montagnais,s;
were immediately dispatched. US.A.F., USN.
and U.S.C.G. aircraft combined with an R.C.A F,
Norseman, two Dakotas, one Lancaster, one
Expeditor, seven Cansos and a helicopter, to
search both the Pitt and Princess Royal Islands
south of Prince Rupert as well as the larger Queen
Charlottes and Vancouver Island. A fifty-mile-
wide stretch of the Pacific Ocean off the west
coast of Vancouver Island was also covered.
During the afternoon of the 15th February, eleven
survivors were found on Princess Royal Island,
and another on the day following. This accounted
for 12 of the 17-man crew known to have been
aboard the B-36. It was later established that one

B.C. coastline near Seal Inlet, where aircraft and ground parties searched for a missing logger in May 1949. Often
along this coast mountains rise from sea-level to'10,000 ft.




Peak of Mt. F{ozameen, where a lost Fleet Canuck was located by S. & R. aircraft in May 1949. Sgt. C. B. Leckie,
Cpl. Binnette and L.A.C. Braidner jumped on to this peak with supplies for the two survivors.

of the survivors had been greatly heartened and
encouraged by searchlights from the H.M.C.S.
““Cayuga’ onr the night of the 15th. On the 16th,
helicopters and small aircraft covered other little
islands and coastal area but no other survivors
were sighted. From deductions based on the speed
and directionn of the B-36 and the winds aloft at
the time, it was estimated that the first crew
members to bail out must have landed in the
water. This view was later borne out when a
small dingy was found drifting in the area. A
search was mmnade of the shorelines for washed-up
bodies, but without success. Twelve of the
seventeen crewmen were rescued on this search
and much wvaluable information regarding search
techniques was gathered.

In passing, we might mention here that ground
parties searching for crew members travelled
under what can only be described as almost im-
possible conditions. One party, carrying a survivor
who had a broken ankle, took seven hours to walk
134 miles in the freezing wind and rain. Others
struggled for fifteen hours at a stretch through
deep snow and underbrush.

“Operation Brix’’ proved many things, but one
of the most important was the value of inter-
Service and international co-operation. (It also
demonstrated that the position reports given
by the general public as to where they had heard
or seen the B-36 were quite accurate, but that the
estimated altitudes were most conflicting and of
no use whatever.) The total cost of this operation,
including gasoline, civilian wages, etc., amounted
to well over $22,000. But twelve men’s lives had
been saved.

Cases dealt with by No. 12 Group operations
are often very much out of the ordinary and there-
fore no set rules can be laid down for the correct
procedure to follow. For example, on New Year’s
Eve, 1950, a call was received by radiotelephone
from a small logging-boat aground somewhere off
Fisherman’s Cove, West Vancouver. One of the
crew members had been thrown through the cabin
window and an artery in his neck and face had
been severed. Here was a case in which speed was
essential to save a man’s life; but it was a dark and
foggy night and the exact position of the boat was
unknown. The captain of the boat was told to
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switch all his lights on. Knowing that there was a
at Fisherman'’s Cove, the officer on

pleasure resort
who

duty placed a telephone call to the proprietor,
agreed to take out a small motor boat and try to
find the stranded vessel. At the same time an
ambulance was dispatched from Vancouver.
Luckily the boat was found, and the injured man
was brought ashore and placed in the waiting
ambulance. At 1740 hours — ten minutes after
the first call was received — the injured man was
on his way to hospital, where he recovered from
an injury that would otherwise have been fatal.

At 1800 hours on 22 September 1950, the R.C.C.
was asked if it would be possible to pick from the
Department of Fisheries boat ‘““Alexander
MacKenzie” a man who was badly in need of
medical attention. This vessel was anchored off
the north tip of Vancouver Island, 350 miles from
Vancouver. Gales blowing at the time prevented
the ““Alec” from carrying the injured man to Queen
Charlotte City, where the nearest hospital was
located. There were no civilian agencies able to
help, so it was agreed that we would send a
Canso, with a doctor on board, to land alongside
the boat. However, weather conditions were such
that the aircraft was unable to take off until
0850 hours on the following day, when Flt. Lt.
Gibbs departed from Sea Island. At 1330 hours
the lumbering Canso circled the “Alec” but could
not land because of the heavy seas. It therefore
proceeded to Sandspit to await a break in the
weather. At 1500 hours the wind abated slightly
and Flt. Lt. Gibbs managed a skilful landing
alongside the boat. The injured man was picked up
and returned to Vancouver by 2230 hours. The
R.C.C. log book recorded “Incident closed,” but
behind these cold words lay facts that are worthy
of mention. The Canso was required to land and
take off on a heavy swell amid the rapidly falling
c?usk. The injured man had broken ribs, a torn
liver, internal abscesses, a high temperature, and
a Pul.se of 120. On top of all this, he suffered from
sea sickness and had been in this condition for at
}eaSt_twentY-four hours. It doesn’t take much to
lmag‘m.e his state when he was at last delivered into
a waiting ambulance at Sea Island.

Now and again calls received by the Centre can
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be quite humorous. There was the night, for in-
stance, when the R.C.C. staff was alerted by a
drunken deck-hand aboard a fishing boat in the
Fraser River. He reported that he was alternately
sinking, drowning, overturning, out of control,
aground and (finally) quite safe and in no need of
assistance! All ended happily — except for the
whimsical deck-hand.

Another service frequently performed by the
Rescue Centre is the locating of lost fishing boats
or the rendering of aid to boats in distress. Calls
from vessels in trouble average one every three

days, and 99% of them have satisfactory out-

comes. When boats are in distress, excellent co-
operation is afforded by the Point Grey Radio
Station, which transmits such information as the
vessel’s position and the nature of the mishap, so
that any other boat in the vicinity can speed to the
rescue. Northwest Telephones also put out similar
calls. Tlllen there are the high speed launches
(“Malecite,” “Montagnais,” and “Huron”) of the
The R.C.A.F. Marine Squadron at Patricia Bay,
always standing by for dispatch where and when
required. It is to the credit of the R.C.A.F. that
fishermen in British Columbia waters immediately
call the R.C.C. whenever they are in need of
assistance or in distress. No doubt exists in their
mmds.that the R.C.C. guards the coastline and
700 miles of Pacific Ocean for their benefit. Their
Conf:ldence is invaluable, and we in our turn
recerve €Very assistance from the fishing industry
when we need their help. Many ‘.




boats have been asked to go to the aid of
lighthouse-keepers, injured loggers, overturned
pleasure craft, etc. The same applies to the logging
industry, whose remotely situated camps are in
communication with the outside world and there-
fore often in an ideal position to help in the search
for missing persons or for boats on inland waters.
In the foregoing article, an attempt has been
made to give the reader a rough idea of the work of
of an R.C.A.F. Rescue Co-ordination Centre,
As was mentioned in Sqn. Ldr. Miller’s article on
“Search & Rescue in the R.C.A.F.” (January

TRt

1951), there are five such centres, located at
Halifax, Trenton, Winnipeg, Edmonton, and

Vancouver, respectively. Though the work of
each Centre may tend to differ in detail on account
of the overall differences between the various
areas’ terrains, its general pattern is the same. It is
dangerous and difficult work and it is expensive;
but (to quote the article just referred to) ‘‘its
value . .. cannot be calculated in dollars and

cents . . . The cost of it is more than repaid
by the gratitude of those whom it has helped
in time of their most desperate need.”

Naritine Nenorandun

(The following dogged item of inter-office correspondence was recently drawn to our atten-
tion by W.0.2 J. W. Wilkes, of Maritime Group H.Q.— EDITOR).
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ROYAL CANADIAN

By Arthur Macdonald, Air Cadet League of Canada

SUMMER PROGRAMME: 1951

S THESE NOTES ARE WRITTEN it is clear that
A the summer of 1951 will bring a new high in
Air Cadet activity across Canada. With more
cadets under training than at any time since 1945,
and with an ever-increasing number of active
squadrons, the Royal Canadian Air Cadets are
prepared to keep pace with Canada’s mushrooming
defence effort.

Once again, summer camps at R.C.A.F. Sta-
tions will be the mainstay of the summer pro-
gramme. Held this year at Greenwood, Aylmer and
Abbotsford, the camps will play host to more than
4,000 cadets before the end of August. During
the two weeks’ camping period, each cadet will
participate in organized sports, sit in on tactical
training lectures, and also receive the coveted
familiarization flight.

By the time you read this, the 1951 scholarship
flying training course will be past history and
another large group of senior cadets will have
qualified for Air Cadet Wings. From the latest
information available, it is apparent that more
Air Cadets will undertake flying training this
summer than in any previous year. Because of the
high ratings obtained by most of the cadets on the
R.C.A'F. qualifying exams, it is also safe to
predict that the number of cadets to complete the
course successfully and qualify for flying badges
will be the highest yet.

A significant development in the Air Cadet
exchange visits programme will see cadets of four
European countries (in addition to the U.K.)
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visit Canada as guests of the Air Cadet League
and R.C.A.F. Canada will exchange the usual
group of 25 cadets with the U.K. and U.S. and
will also play host to one lad from each of the
following countries: Norway, Sweden, Denmark
and Holland. Sweden, which sent a cadet to
Canada last year, will reciprocate by entertaining
a Canadian cadet for two weeks.

Highlight of the Canadian itinerary will be an
international cadet training forum to be held at
Aylmer. Cadets of all six participating countries
will spend several days at Aylmer and will be
given the opportunity to swap training ideas and
compare their respective organizations. There
will, of course, be the usual side excursions to points
of interest such as Niagara Falls, Algonquin
Park, Ottawa and Montreal.

The Air Cadets will again be in the limelight on
August 28th, when the International Drill Compe-
tition takes place on the impressive outdoor stage
at the Canadian National Exhibition. A precision
drill team selected from squadrons in the four
Maritime provinces will defend the General
Beau International Challenge Trophy, which has
been won three times in succession by Canada.
Keen competition is expected from the U.S. Civil
A}f Patrol team and there is also a good possi-
bility that a squad of British A.T.C. cadets will
jbe able to participate. Everyone who plans to be
In the Toronto area in late August should make

‘éagf;l note of the date — August 28th, at the



NO. 313 (EDMUNDSTON) SQUADRON

Cadets of No. 313 (Edmundston) Squadron
were lauded recently for their quick action in
preventing the spread of a menacing forest fire.
The cadets were returning from a route march
when they spotted the fire about two miles north-
west of the town. Under the direction of Warrant
Officer Lewis Tighe, the boys divided into parties
covering the half-mile frontage of the fire. Some
of the cadets beat out the flames with tree branches
while others cut down some larger trees to create
a fire-break.

Fanned by a brisk breeze, the flames jumped
the fire-break and cut into the dense woods for
about four hundred yards. One cadet was sent to
the nearest telephore to call the New Brunswick
Forest Service, which sent several men to the
scene. The fire was well under control, however,
by the time the men arrived.

The owner of a woodlot which stood in the path
of the advancing flames praised the cadets for
their courage and quick action in preventing the
possible loss of a large amount of valuable timber.

FIt. Lt. A. J. Ayotte, Commanding Officer of No. 11
Wing, Regina, pins Air Cadet Wings on his son Bob who
successfully completed an R.C.A.F. scholarship flying
course last year. This was one of the highlights of a
public ceremony held recently in the Regina Armouries.

H. M. Spencer Lewin, O.B.E., presents the official Air

Cadet ensign to No. 511 (Humber) Sguadron,

Cornerbrook, Nfld. Left to right: Fit. Lt. A. J. Candow,

Commanding Officer; Flying Officer M. A. Grace,

Adjutant; H. M. S. Lewin; Wing Cdr. E. L. Wurtele;

Flying Officer H. E. Pledge. The ceremony took place on
the grounds of Cornerbrook Public School.

Air Cadets of No. 3 Wing formed an impressive guard of

honour as cadet instructor Roy Hall was married to Miss

Maureen Freeth. Mr. Hall has been active with the Air

Cadets since the movement was first formed and has
been an instructor for the past four years.
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NO. 19 (STRATFORD) SQUADRON

No. 19 (Stratford) Squadron’s recent move into
new quarters in the basement of the Army, Na}ly,
and Air Force Veterans’ Association building
came as a fitting climax to National Air Cadet
Week. On the opening night, following a special
parade at the Armoury, Mayor Simpson officiated
at the ribbon-cutting ceremony, after which the
cadets entertained their parents and friends in
the comfortable club-rooms.

Mayor A. David Simpson cuts the ribbon. With him is
is FIt. Lt. W. G. Wreford, C.O. of the Squadron.

Five Lethbridge cadets receive flying badges from Air Commodore W. E. Bennett during a “Father and Son’’ banquet

held at the Lethbridge Flying Club. The cadets are, left to right: Sgt. T. Chapman; L.A.C. Warren Geiger; L.A.C.

Mervyn Pinkerton; Cpl. R. Perry (since enlisted in R.C.A.F.); and L.A.C. S. Matheson. Absent is Cpl. R. Barker,
who has also enlisted in the R.C.A.F.




A.T.C. Cade_t R. Chambers seated in a Kirby Cadet
glider before starting on a low hop.

A.T.C. Liaison Officer briefs a group of cadets at Hendon.

Cadet Kerrison climbs into Proctor for a training flight
at Hendon.

BRITAIN’S AIR TRAINING CORPS

Last February saw the tenth birthday of the
Air Training Corps. It was in 1941, during the
darkest days of the war, that the then Secretary
of State for Air, Sir Archibald Sinclair, announced
the intention of forming an Air Training Corps as
part of Britain’s master plan of pursuing victory
through overwhelming air power. Within a few
months of the announcement of the new Corps,
over 200,000 young men had been enrolled, with
30,000 officers and instructors. By VJ-day, in
1945, the strength of the A.T.C. stood at nearly
half a million. About 170,000 had completed their
training and joined the fighting Services. Large
numbers had gone to the Fleet Air Arm and the
Royal Navy, some thousands to the technical
corps of the Army, and some to the Merchant
Navy. But the bulk of the trained cadets of the
A.T.C. (more than 100,000) had joined the Royal
Air Force, about half of them subsequently
graduating as air crew.

The aims of the A.T.C. are threefold:

@ to encourage and train boys to join the Royal Air Force or
the Royal Auxiliary Air Force, both in the flying branches
and in the ground trades,

® to promote general air-mindedness and to recruit for civil
aviation and the industries which support both military
and civil flying, and

©® to make good citizens.

27



|

» SN

e R

.

N\

Tl

—
——

s
SR

The syllabus of training occupies a perlod‘of
three years. During the first year the bo3.fs receive
their basic training, which is designed to 1ntrodu‘ce
them to Service customs, physical training, drill,
and the basic principles of citizenship. T he' second
year is taken up by proficiency training in some
specialized line of work — aircrew, signals and
electrical, mechanical — and the cadet may .be
given a technical institute or a general service
course. Advanced training in his chosen trade
occupies the cadet’s third year. ic:

Cadets get plenty of chances of obtaining
practical instruction in both powered aircraft and
gliders. Seven-day summer camps are held at
R.A.F. Stations, and many Sunday and week-end
visits are made throughout the year. Cadets can

also win Flying Scholarships that.enable them tq
be trained up to private pilots’ licence standarqg
and thus qualify them for membership in the
R.A.F. Volunteer Reserve as pilots.

Great importance is attached to sport in the
A.T.C. and the Corps may well claim to have one
of the best sports organizations for youth in the
country. No cadet, however, is forced to play
games against his will, and sport is never g
“parade.”

The smart turn-out, general efficiency and
keenness of the boys of the Air Training Corps
show they are just as air-minded as were their
elder brothers in the dark days of 1941. This is g
heartening thought now that Britain is once again
looking towards her defences.

S.H.A.P.E. Air Chief

AR CHIEF MARSHAL SIR HUGH SAUNDERS, re-
cently appointed Deputy Supreme Com-
mander (Air), in Western Europe, has had an
unusually varied Service career. This, together
with the experience gained during his previous job
as Commander-in-Chief, Air Forces, Western
Europe, makes him admirably suited to carry out
his present complex and exacting task.

He was born in South Africa fifty-six years ago,
and started his military career as a private in the
Witwatersrand Rifles in 1914, During his two
years in the infantry, while still in the ranks, he
earned the Military Medal.

In 1916 he joined the Royal Flying Corps,
where he won the Military Cross and (after the
R.F.C. had become the Royal Air Force) the
Distinguished Flying Cross, having destroyed at
least ten enemy aircraft. In 1921, while serving in
Mesopotamia, he gained a bar to his D.F.C.

During the inter-war years, he spent much of
his career overseas. He commanded No. 84
Squadron at Shaibah in Southern Iraq. From
there he returned to Britain to begin his period
of Staff training. Three years at the Ajr Ministry
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were followed by a year at the Staff College,
after which he again went overseas to command
another famous squadron, No. 45, in Egypt. Back
in England once more, he did a year as a student
at the Imperial Defence College before being sent
to New Zealand to act as Chief of the Air Staff to
the New Zealand Air Force.

On completion to his three-year tour in New
Zealand, Sir Hugh Saunders returned to England,
where his war service was mainly with Fighter
Command. Later he went to Burma, returning in
1947 to command Bomber Command,

went back to the Ajr Ministry in <
Personnel.,
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By Group Capt. H. B. Long, O.B.E.

(This is the third in our series of five articles on R.C.A.F. logistics. Group Captain Long,
who is Deputy Air Member for Technical Services (Construction Engineering), joined the
R.C.A.F. in 1940. From then until 1946 he was Assistant Chief Works Officer in Western Air
Command. Transferred to Air Materiel Command H.Q. as Staff Officer Construction
Engineering, he remained there until he was appointed to his present position in 1949.—
EDITOR).

CONSTRUCTION ENGINEERING is the name  Group Capt. H. B. Long, O.B.E.

(adopted in 1944) under which the “Works & _
Buildings” branch of Second World War days now : :
operates.

Until March 1940, the “Works & Bricks” chore
for the R.C.A.F. was carried out by the Royal
Canadian Engineers. It soon became evident,
however, that the rapid increase in the activities
of the Army made it impossible for the R.C.E. to
cope with the planning and construction demands
of the R.C.A.F., then engaged in the initial stages
of the British Commonwealth Air Training Plan.
Therefore, under the capable and energetic leader-
ship of Group Captain (later Air Vice-Marshal)
R.R.Collard, C.B.E., the Directorate of Works and
Buildings was formed, with the Director respon-
sible to the Chief of the Air Staff and to the
Deputy Minister for Air. Largely by virtue of this
close association, D.W.B. was able speedily to
establish the requirements for the many types of
buildings required by the B.C.A.T.P. & the Home
War Establishments (H.W.E.), and to implement
their construction.

The necessity for rapid construction during the
emergency period led to the use of wooden
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buildings, with a potential life of from five t_O ten
years. This policy produced the buildings q‘f“:kly’
but it has also produced many headaches 1n.the
present rehabilitation of former R.C.A.F. Stations
for active service. y

Hindsight can be a tremendous asset, if rightly
used to implement foresight. These two visions
have been well merged in the present building
programme of the R.C.A.F. By planning durable
construction at those Stations which will provide
permanent accommodation for the R.C.A.F. in
the years ahead, with a modified form at those
Stations needed only during the present emergency,
the R.C.A.F. will get the most from its construc-
tion budget.

Construction Engineering is one of the deputy
divisions of the Air Member for Technical Services.
It includes the Directorate of Construction
Engineering and Design (D.C.E.D.), the
Directorate of Construction Engineering Ad-
ministration (D.C.E.A.), the Chief Field Engineer,
and the Chief Staff Officer Construction
Engineering at Air Materiel Command.

“The work of D./A.M.T.S./C.E. officially begins
when the Director of Service Requirements
(D.S.R.) presents an approved programme for the
basic requirements of the personnel, training,
operational, and logistic staffs of A.F.H.Q. This
programme must be translated into plans and
working drawings for airfields, buildings, gasoline
storage, water, sewerage systems, heating, lighting,
power, and all the ancillary services necessary to
operate and maintain the complex organization of
a modern military air base. (In one sense, of course,
the work of D./A.M.T.S.'C.E. may be said to
begin before D.S.R. submits the programme. The
experience of the C.E. staff at A.F.H.Q. has been
at the disposal of the air staff Planners, so that
their sometimes rather high aims may be tempered
by the realities of time and space and substance.
Much lost motion on plans that are not feasible
can thus be avoided.)

D./A.M.T.S./C.E. really swings into action
when D.C.E.A., as part of his administrative
function, begins the process of financial encum-
brances and contract demands, to ensure that
the right money from the right parliamentary vote
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will be in the right place at tl.le -right time anq s
rightly recorded (internal logistics!). He also e
in motion, through his directorate, the legal pro.
cesses for land acquisition, rentals, easements, ap q
all the preliminaries necessary to vest in the
Crown the title to required lands and services.

Meanwhile, the Director of Construction
Engineering & Design gets down to brass tacks in
definite planning. This falls mainly into foyur
groups:

1. Airfield construction — runways, taxiways, lighting, etc,

2. Buildings — hangars, technical _ and e'xc‘iministrative
buildings, living, messing, recreational facilities, etc.

3. Roads, water and drainage systems, hea.t,‘ light, power
and the necessary public utilities for servicing the whole
area.

4. Site planning for the above.

Under present arrangements, airfield construc-
tion is turned over to the Department of Trans-
port for action. Basic requirements for the guidance
of D.O.T. are drawn up by D.C.E.D. with definite
specifications, to ensure uniformity in operation
and in maintenance at all R.C.A.F. airfields.

Plans and specifications are a direct D.C.E.D.
responsibility. Under the post-war restrictions of
personnel, the policy was adopted whereby the
design of standard buildings was entrusted to
competent civilian architects, working under the
overall guidance of D./A.M.T.S./C.E. Initial
sketch plans and general designs were closely
supervised, which allowed full scope for individua-
lity but also ensured basic harmony of treatment
for all R.C.A.F. projects. This policy of using
civilian architectural and engineering firms was
fully justified in the first months of the present
emergency. By increasing the tempo, plans and
specifications for substantial part of the R.C.A.F.
construction programme were quickly made avail-
able for tender call.

The recent tremendous increase in the scope
and character of the R.C.AF.’s new construction
programme has resulted in amplifying the post-
wey CE policy. The change from planning a few
buildings for 5 few Stations over a few vears, to
that of completing hundreds of buildings in: dozens
of Stations over a span of only two years, has

FEded some major reorganization. In order £0
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correlate the efforts of all internal and external
agencies working on this programme,
D./A.M.T.S. C.E. must be in a position to imple-
ment R.C.A.F. policies with regard to all phases of
construction engineering and must be able to
translate those policies to those engaged in pre-
paring definite plans and specifications. The staff
of D.C.E.D. has therefore been augmented to
include experts in all applicable branches of
engineering — architectural, structural (including
reinforced concrete design), mechanical (heating,
air conditioning, refrigeration), civil (roads, run-
ways, water, sewer), and electrical (power plants,
transmission lines, lighting). These experts inter-
pret R.C.A.F. needs in terms of their particular
specialty, so that plans and specifications will be
complete in all details ready for the necessary
tender call.

Mention should be made of the part played by
the site planners, that frustrated yet psychic group
on whose layouts so much depends. Their efforts
are in turn dependent on site and soil conditions
and on rapidly changing requirements. Yester-
day’s need for three hangars becomes to-day’s cry
for six; last week’s simplicity in providing all-
male accommodation becomes this week’s interes-
tingly complicated problem of including W.D.’s.
We have learned never to underestimate the power
of a woman!

Up to this point in the programme D.C.E.A.
has dealt with matters financial and legal, and
D.C.E.D. with planning and design. These are all
preparatory to the calling of tenders for con-
struction, a function which is now in the hands of
Defence Construction Limited, a Crown company
operating under the newly-formed Department of
Defence Production. During the Second World
War, the Department of Munitions and Supply
acted for the Department of National Defence in

letting contracts, with each branch of the armed
services supervising its own construction in the
field. Present arrangements make DG, re
sponsible for the letting of contracts and also for
the engineering supervision on the site. For thig
supervision D.C.L. is employing the regional
facilities of the Central Mortgage and Housing
Corporation, augmented as found necessary to
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handle efficiently the more complicated typeg of
construction called for in the new R.C.A.F.
programme. )

Under this arrangement, plans, SPecificationg
and requests for tender (35 sets for each Project)
are forwarded to D.C.L. through the Depyt,
Minister of National Defence, accompanieq by
the necessary financial procedures. (See article
in this issue: “Operation Bulldozer”). D.cp,
Headquarters in Ottawa forward the plans apq
specifications to the appropriate Regional Office
of C.M.H.C. for advertising and tender cal,
Tenders or “bids,” when received, are forwardeq
to D.C.L. Headquarters for contract action.

In theory, the direct interest of D./A.M.T.S. /
C.E. ceases from the time when the contracts are
amended until D.C.L. hands over to the R.C.AF.
the completed project, the project that grew from
the combined efforts of so many people. But the
R.C.A'F. has the “user” incentive and responsi-
bility, and our interest cannot lag. The pressure of
time and the number of new projects proceeding
concurrently make it impossible initially to plan
any one job to final completion. This means in
practice that a continuing process of engineering
must “follow through” on all construction and
that D./A.M.T.S./C.E. cannot isolate himself
from activities in the field. To this end, the
position of Chief Field Engineer has been estab-
lished. The C.F.E. maintains a close liaison be-
tween design and construction, suggests modifica-
tions in planning as dictated by experience on the
job, and maintains a check on overall progress of
the R.C.AF. programme. This co-ordination is
particularly important where many designs are
being duplicated across the country,

New construction is a prelude to plant main-
tenance. In the field are two other elements of
?onstruction Engineering that do a never-ending
job: the C.M.U. and the C.E. Station Officer.

’Ijhe‘COIlstruction & Maintenance Unit had its
begmmn.g on the West Coast in 1042 when it
Ehegalme 1mPossible .to get contractors to carry out

arge installations which were suddenly re-

CIuireq after Pear] Harbour. No. 2 ¢ 3717 was
Or.gamzed and undertook most work in cococizon
with the scattereq R.D.F. (Range and '+ .ion



Finding) Stations and other units in remote areas
of the West Coast. Other C.M.U.’s were sub-
sequently formed on the East Coast and at all Air
Commands. At the end of the Second World War,
the C.M.U.’s were disbanded, with the exception
of No. 2, which was relocated with N.W.A.C.
Headquarters at Edmonton. At present, No. 2
C.M.U. Headquarters are at Calgary, where the
Unit is doing important work, particularly in
isolated areas.

No. 2 C.M.U. is a self-accounting unit, with its
own supply section and specialist workshops. It
operates directly under the Staff Officer for Con-
struction Engineering at Air Materiel Command
Headquarters. Personnel consists of specialist
engineering officers and N.C.0.’s, with other ranks
covering all C.E. trades. The Unit has all the
heavy construction equipment that can be
economically maintained, and it is prepared to
handle any job from road-building to laying down
emergency landing-strips or from the erection of
buildings and utilities to undertaking major
plant maintenance.

At the Unit, we meet the C.E. Officer. In every
organization there’s always someone who really

TR

has to make things “perk.” And in the C.E.
organization, that someone is the Unit C.E.
Officer and his staff. No matter who did the original
planning, who supplied the materials, who made
the installation or who supervised the job, it’s
“Works and Bricks’’ that has to make it work and
keep it working. A good C.E. Officer is cast in a
heroic mould. He must be able to smile ‘“‘yes”
and say “no,” to dispense bouquets and receive
brickbats graciously and impartially, and to
teach his staff to do likewise. He must get things
done.

And so we have completed the C.E. cycle, from
Alpha to Omega. In actual fact, however, there is
no beginning and no end in Construction
Engineering; for the experience and practice of
one is translated into the thinking and the
planning of another. Kipling might well have
been writing the creed of the Construction Engineer
when he wrote:—

“It ain’t the individual or the efforts of the
whole,
But the everlasting teamwork of every

bloomin’ soul.”

The “Savage”

The U.S. Navy’s heaviest carrier-based ’plane
is the North American AJ-1, an attack bomber
powered by two piston engines and one jet, and
having a top speed of more than 350 m.p.h. It
has been officially named the “Savage.”
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construction programme.—EDITOR.)

Wing Cdr. C. F. Johns, M.B.E., E.D.

By Wing Cdr. C. F. Johns, M.B.E., E.D.

b )
(The brief article that follows is complementary to Group Captaz:l LonIg s g S
| struction Engineering in the R.C.A.F.” It does not pret.end to .be popular, ut it will give
those who are interested some idea of the precision with which — and the pressure under
which — certain less publicized Service activities are carr'ied 'out. Its authoz", who was ap.-
appointed Director of Construction Engineering and Deszgfl .m March of thz\? year, left his
job as Chief Engineer of the Enterprise Foundry Co. Ltd. to join the R.C./%.F. in 1?39, el.nd at
the time of his discharge in 1945 was Director of Mechanical & EIectrzc.aI Engineering at
A.F.H.Q. He was invited to return to the Service in November 1950 to assist in the current new

article on “Con-

OPERATION “BULLDOZER,”’ the current new
construction programme of the R.C.A.F., is
an excellent example of a concerted drive on the
part of all Divisions at A.F.H.Q. to make firm
the requirements of the R.C.A.F. as determined
by the expanded defence programme.

Whilst “Bulldozer” was the name given to the
portion of the project carried out by the Con-
struction Engineering subdivision of A.M.T.S.,
much of the initial impetus was given, on the part
of all Divisions, by the tremendous amount of
planning that went into the original scheme.

On 1 Feb. ’51, the skeleton programme of
“Bulldozer,” Phase 1, was given to D./A.M.T.S./
C.E. with instructions from A.M.T.S. to provide
a fully clothed body in fifteen days. This entailed
the preparing of plans and specifications for about
190 buildings and their associated services at
18 different sites, for transmission to Defence
Construction Limited.

Tl'lese sites were chosen from the total of 32
Stations as representing the most urgent -«

Tent and as forming the initial ::r‘::f‘ of
Bulldozer.”
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Extracts from ‘‘Bulldozer” Directive No. 1,
dated 1 Feb. ’51, give an indication of the scope of
the effort and the varied activities to be co-
ordinated:

Situation Appraisal

@ The target dates for activation of the urgent priority
Stations in the 1951-52 construction programme demand
that normal C.E. routine be greatly accelerated in order
to produce the necessary plans, specifications and siting
plans, as well as the plans and specifications for services.

@ The target date for production of building plans, specifica-
tions and site plans for tender call is 15 Feb. ’51.

® “Bulldozer” will require the full resources of D./AM.T.S./
C.E. and extensive assistance from A.M.C./S.C.E.S.O.
(Air Materiel Command/Senior Construction Engineering
Staff Officer). The project will be under the direct personal
control of D/A.M.T.S./C.E.

@ D.C.E.A. will be responsible for acquiring additional space,
office equipment, stenographic assistance and other
additional personnel requirements.

® Commencing 2 Feb. ’51, leave will be in abeyance and over-
time will be in effect as follows:—

Half of the personnel in each section will work on alternate
evenings and on Saturday and Sunday afternoons.
Evening hours . 1900 to 2230 hrs.
Saturday and
Sunday afternoons . 1400 to 1730 hrs.

® Double or triple shifts will be worked by the printing,

duplicating and assembling section.

Programme

@ D.C.E.A. to arrange for final programme sheets in order of
priority, after confirming priority listing as above. Urgent.

@ D.C.E.A. to determine the funds required for the pro-
gramme.

Briefing of A.M.C./S.C.E.S.O.

A.M.C./S.C.E.S.O. to instruct C.0./C.M.U. (Construction
Officer/Construction Maintenance Unit) to proceed to
Ottawa at once to plan organization of field parties in
connection with preparation of siting plans.

@® A.M.C./S.C.E.S.O. to instruct officers in charge of field
parties to arrive Ottawa Feb. 5 for briefing.

@ D.C.E.D. to prepare, in writing, complete briefing of
C.M.U. field officers to enable them to perform the duties
stated below.

Site Plans

® D.C.E.D. to prepare preliminary site plans — these to be
checked by the best local information available at A.F.H.Q.
and A.M.C.

@ C.M.U. field officers to check site plans on the site.

@ After examination on the site by field officers, they .will
return plans by mail, with a full report if only minor
changes are indicated. If major changes are necessary,
field officers will decide on site any necessary alterations
and will return to A.F.H.Q. with site plan.

@ D.C.E.D. will correct site plan and obtain Command H.Q.
approval, which will be final. If speedy approval cannot be
obtained, refer to £.M.T.S.

® If land acqui i VO d, D.C.E.D. will pass fu.ll
particulars and > E.A. as soon as need is

known s« the land acquisition.

® D.C.E.D. to pass site plan and design criteria to consulting
designer of services, as detailed below.

® Site plans (advance copy) are to be forwarded to D.C.L.
as soon as the site plans are determined and completed.

© Site plans to D.C.L. with building plans for tender call.

Specifications and List for Rehabilitation of Existing
Buildings

® A.M.C./S.C.E.S.O. to prepare specification, by item,
covering all classification of work involved in rehabilita-
tion of a site, and to estimate, by Station, the quantities of
all items involved in that rehabilitation project.

® A.M.C./S.C.E.S.O. to inspect all urgent priority stations
and gather the field information to permit the foregoing.

® A.M.C./S.C.E.S.O. to be responsible for producing the
required number of plans and specifications for rehabilita-
tion tender call. A.M.C./S.C.E.S.O. to check with A.F.H.Q.
to avoid overlapping of blueprinting and specification
facilities. Extraordinary measures, as required, are to be
taken.

® A.M.C./S.C.E.S.O. to arrange for direct channels between
AF.H.Q. and C.M.U. with respect to gathering of field
data for siting plans by C.M.U.

Preparation of Blueprinting and Duplicating Schedule

@ D.C.E.D. to gather copies of standard specifications for all
buildings. D.C.E.D. is to check copies against the index to
ensure all sheets are included and cut new stencils.

® D.C.E.A. to survey C.E. staff stenographers, as well as
A.M.T.S. stenographers and obtain stenographic assis-
tance from other divisions. 35 stenographers required for
one week starting 15 Feb. ’51.

® D.C.E.D. to commence duplication and assembly of
standard plans, using existing stencils for all standard
buildings in tentative quantities.

@ D.C.E.D. to design system for the sorting and assembly of
plans and specifications on a production-line basis, and
to design the necessary chart and control sheets to record
this production and assembly.

® D.C.E.D. to advise D.C.E.A. of additional personnel
needed for sorting and assembling of plans and specifica-
tions, and D.C.E.A. to arrange with A.M.C. for C.M.U.
personnel to assist.

@ D.C.E.A. to obtain additional space (at least 800 sq. ft.)
for storage of blueprints and specifications.

Standard R.C.A.F. “"SERVICES" design criteria for

v'Gervices,” Power and Heating

@ D.C.E.D. to prepare statement of standard design criteria
for water supply and distribution, sewage disposal and
distribution, fire alarm systems and heating distribution.

@ D.C.E.D. to prepare a précis covering all available infor-
mation specific to each site.

® D.C.E.D. to pass foregoing, together with site plan, to
Consulting Engineer designers.

@ D.C.E.D. to direct consultants to visit site and gather all
field information needed to proceed with preliminary design
estimate, and to prepare questionnaire. When ready,
consultant to proceed to A.F.H.Q. for decisions and ap-
proval from D.C.E.D.

@ Consultant to complete plans and specifications and for-

ward to A.F.H.Q.

A.F.H.Q. to process plans and specifications.

D.C.L. to call tender.
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Statistically, the physical number of plans and
pecifications produced and assembled in the

fifteen-day period, reaches a sizeable total.

No. of stenographers producing stencils 39
No. of specification sheets 608,000
(Produced in five days at the rate of
120,000 per day)
Sets of specifications 7,500
(produced in five days at the rate of 1,250 per day)
No. of sheets of blueprints 60,000
(Produced in five days at the rate of 8,500 per day)
7,500

Sets of plans complete

To process efficiently the assembly of the
multitude of specifications, the facilities of the
Dominion Electoral Officer were sought and
generously provided. The use of revolving sorting
tables, assembly lines, stacking tables and other

equipment, made possible the great volume of
work accomplished.

The many thousands of blueprints were eff-
ciently produced by the blueprinting branch of
D.N.D. operated under the jurisdiction of the
R.C.N., in addition to many printed in civilian
establishments.

Space was obtained at R.C.A.F. Station
Rockcliffe for the complete assembly and packaging
of plans and specifications, by buildings and by
Stations, and for the final checking before delivery
to Defence Construction Limited.

And so ended “Bulldozer” Phase I, to the tune
of approximately forty-two million dollars. Phase
II is now proceeding, to be followed by III and IV
as rapidly as the planning and design for new
special types of buildings and the location of sites
will permit.
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Aprd Transfers

OFFICERS

S/L H. D. Barclay (Sup.) — No. 6 Repair Depot, T

to Air Materiel Command H.Q., Ottawa. Rl e

s/L C. D. Barnett, D.F.C. (G.L.) —A.F.H.Q. to N
Repair Depot, Calgary. O to Ho P

S/LJ.A.N. Buchan (Sup.) — Cdn. Joint Staff, Washi
to North-West Air Command H.Q., Edmonton. s

S/L L. R. Chodat (Mar.) — Air Materiel Command H.Q.
Ottawa, to No. 122 Marine Squadron, Patricia Bay. ’

S/L D. K. Deyell, D.F.M. (G.L.) — Air Navigation School
Summerside, to A.F.H.Q. X

s/L J. D. Dickson, D.F.C., D.F.M. (G.L.) — No. 426 Sqn.
Tacoma, Wash., to R.C.A.F. Stn. Lachine. d

S/L K. C. M. Dobbin (G.L.) — Instrument Flying School,
Centralia, to No. 435 Sqn., Edmonton.

W/C G. W. Erichsen (T.L.) —AF.H.Q. (Cdn. Arm.
Res’ch. Dev. Est.) to Air Materiel Command H.Q. (ditto).

W/C W. B. Hodgson, D.F.C. (G.L.) — Winter Exp. Est.,
Edmonton, to Cdn. Joint Air Trng. Centre, Rivers.

W/C W. D. Martin (T.L.) — Air Materiel Command H.Q,,
Ottawa, to Air Defence Group H.Q., St. Hubert.

S/L J. M. G. McCormack (Sup.) — R.C.AF. Stn.
Rockcliffe to No. 2 Supply Depot, Vancouver.

S/L P. G. McLaren (Sup.) — A.F.H.Q. to Cdn. Joint Staff,
Washington.

S/L B. R. Rafuse (Tel.) — R.C.A.F. Stn. Centralia to Cdn.
Joint Staff, Washington.

S/L H. E. Smith, A.F.C. (G.L.) — R.C.AF. Staff College,
Toronto, to Res. Officers’ Trng. School, Kingston.

W/C P. E. Sorenson, A.F.C. (T.L.) — Air Materiel Com-
mand H.Q., Ottawa, to R.C.A.F. Stn. Toronto.

W/CJ. A. Sproule, D.F.C. (G.L.) — R.C.AF. Staff College,
Toronto, to Res. Officers’ Trng. School, Kingston.

S/L R. D. Stabler (A.E.) — Cdn. Joint Staff, Washington, to
Air Materiel Command H.Q., Ottawa.

S/L A. H. Tinker, M.B.E. (Sup.) — R.C.AF. Stn. Clinton
to Air Materiel Command H.Q., Ottawa.

S/L W. T. F. Tourgis (G.L.) — R.C.A.F. Stn. Chatham to
North-West Air Command H.Q., Edmonton.

W/CW. G. Welstead, A.F.C. (G.L.) — Cdn. Joint Air Trng.
Centre, Rivers, to A.F.H.Q.

W/C C. A. Willis, D.F.C. (G.L.) — Air Materiel Command
H.Q., Ottawa, to No. 2 Manning Depot, St. Johns, P.Q.
W/C E. L. Wurtele (G.L.) — Maritime Grp. H.Q., Halifax,

to R.C.A.F. Stn. Toronto.

S/L W. J. F. Young, D.S.0., M.B.E. (Med.) —DNo. 1
Flying Trng. School, Centralia, to Air Defence Group
H.Q., St. Hubert.

WARRANT OFFICERS

W.O0. 2 B. E. Bettin (M.A. Tech.) — Comm. and Rescue
Flight, Edmonton, to No. 402 Res. Sqn. (Support),
Winnipeg.

W.0. 1E. B. Brackenbury (M.A. Tech.) — School of Service
Management, Trenton, to Res. Officers’ Trng. School,
Kingston.

W.0. 2 Cadieux (Clk. Adm.) — A.-F.H.Q. to R.C.AF. Stn.
St. Johns.

W.0. 1 R. C. Crompton (M.A. Tech.) —No. 2 Tech. Trng.
School, Camp Borden, to No. 1 Tech. Trng. School,
Aylmer.

W.O. 2 C. 0. Cunningham (M.A. Tech.) — No. 418 Res.
Sqn. (Support), Edmonton, to R.C.A.F. Stn. Sea Island.
W.0. 2 O. Dendy (M.L.E. Tech.) — No. 2 Tech. Trng.

School, Camp Borden, to No. 1 Tech. Trng. School, Aylmer.

W.0. 28S. J. Frith (Clk. Adm.) — School of Service Manage-
ment, Trenton, to Res. Officers’ Trng. School, Kingston.

W.0. 2 V. L. Gillette (M. Com. Tech.) — No. 1 Radar &
Comm. School, Clinton, to Training Command H.Q..
Trenton.

W.O. 2 F. H. Lefeuvre (Clk. Adm.) — Air Materiel Com-
mand H.Q., Ottawa, to ARHO.

W.0.1G.M. Manning (S. Eng.) —R.C.A.F. Stn. Rockcliffe
to Air Materiel Command H.Q., Ottawa.

W.0. 1 K. McKinnon (M. Arm. Tech.) —R.C.AF. Stn.
Trenton to Air Defence Group H.Q,, St. Hubert.

W.0. 2 I. C. Milne (Clk. Acc.) — AF.H.Q. to Air Trans-
port Command H.Q., Rockcliffe.

W.0. 2 J. P. Niven (M. M. E. Tech.) — No. 2 Tech. Trng.
School, Camp Borden, to No. 1 Tech. Trng. School, Aylmer.

W.0. 2 T. G. H. Pinch (Clk. Adm.) — R.C.AF. Stn. Clinton
to No. 2 Composite Trng. School, Aylmer.

W.0. 1 J. P. Smith (M. A. Tech.) — Recruiting Unit,
Regina, to Cdn. Joint Air Trng. Centre, Rivers.

W.0. 2 W. A. M. Smith (M. Photo.) — No. 1 Photo Est.,
Rockcliffe, to R.C.A.F. Stn. Lachine.

W.0. 2 W. L. Smythe (M.A. Tech.) — Winter Exp. Est.,
Edmonton, to No. 403 Res. Sqn. (Support), Calgary.

W.0. 2 R. F. Stephenson (M. Cook) — R.C.A.F. Stn.
Edmonton to North-West Air Command H.Q., Edmonton.

KEY TO TRADE DESIGNATIONS £

A.E. __ Aeronautical Engineering

Clk. Acc. — Clerk Accounting

Clk. Adm. — Clerk Administrative

G.L. — General List

Mar. — Marine ).

M. A. Tech. __ Master Aircraft Technician

M. Arm. Tech. — Master Armament Technician

M. Com. Tech. — Master Communications Technician
M. Cook — Master Cook

Med. — Medical r e
MIE. Techs — Master Instrument }Electncal Technician
M.M.E. Tech. — Master Mobile Equipment Technician
M. Photo. _- Master Photographer

S. Eng. _— Stationary Engineer

Sup. — Supply e

Tel. — Telecommunications

T.L. — Technical List
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By Flt. Lt. J. W. Wilkins, Experimental & Proving Establishment

(FIt. Lt. Wilkins has had a varied career since hetj;)\;ne}igtg;Rj:‘%Ag;a:diilm}‘off‘;::afogi
[ 42, he served as a flying instructor at IVo. SRS 5 . ’
?i‘;:zt-sseiisnf;szhz in England were spent in instructing at a Coastal O.T.TT{I;,.after ;Vl;;ch 1:; Aew
for a year with No. 489 Torpedo Bomber Squadron, of the R.N.Z. A.F. is Wask othowz b_y. a
year with the Aircraft Torpedo Development Unit at.Gosport. He then too e Empire
Central Flying School course at Hullavington. Returning to Canada, he was posted to th?
Accident Investigation Branch at A.F.H.Q., later being sent back to Engla}nd for four n-wnths
familiarization with the accident statistics coding system that was being sta‘ndardzzed.for
use by all Dominion air forces. Finally transferred to the Experimental 65’4 Proving Est.ablzsh-
ment at Rockcliffe, he has since been engaged in writing Pilot's Operating Instructions for

all types of aircraft now in use in the R.C.A.F.—EDITOR).

DE-ICING RESEARCH

ICE MAY OCCUR on the fuselage, wing and tail
surfaces, and propeller(s) of an aircraft in flight.
Icing on the airframe breaks down the aero-
dynamic airflow over the aircraft’s lifting surfaces
and adds extra weight that may be, in certain
circumstances, dangerous or even disastrous.
Propeller icing, which is similar in nature, makes
itself felt by a loss of thrust that necessitates the
use of more and more power to keep the aircraft
aloft.

The weather conditions most conducive to air-
frame and propeller icing are temperatures from
0°C to -18°C, the presence of supercooled water
droplets, and turbulence. The more severe these
factors become, the greater will be the amount of
ice. In rare instances, ice can form at temperatures
as low as —40°C.

Active de-icing research development was
begun in 1939, leading to the electro-thermal
method of propeller de-icing. After initial flight
tests in 1942, over a hundred sets of propeller
thermal de-icing pads were installed (in 1945) for
service trials on aircraft of the R.CAF, RAF,
and T.C.A. The method is now coming into general
use, and aircraft de-icing remains the subject of

38

extensive investigations in the laboratories of the
National Research Council of Canada at Ottawa.

More recently, the electro-thermal method of
de-icing has been extended to the wings with very
promising results; and this is one of the major pro-
jects upon which the “Ice Wagon” (as North Star
17513 is affectionately known) is currently
engaged.

THE ICE WAGON

The Ice Wagon is a Canadair North Star, built
in Montreal and powered by four Rolls-Royce
Merlins. It is a normal R.C.A.F, transport North
Star except for the following major modifications:
® A dorsal fin mounted t fitted

Sith Betee s ed on top of the fuselage and €
°

Two observation posts in “blisters” mounted on either
side of the fin,

® Propeller-

heater shoes fed with power via slip rings.

° : ; .
Two observation Posts in the forward cabin, from which,
by usel f’f a stroboviewer, the propellers can be observed

in the stopped” condition.

T(;ZS; I;eﬂgl 60 kw. electrical alternators driven by the out-

ment. N8Ines, to supply power for heating de-icing equip-

® Vario ; 3 X ] e
the fugzlzzg.e rimental installations and instrumentation in

® Reversible-

Ml pitch propellers, which enable the airer Pj ,t_o

gency landings in small fields or on icy ruoz




The Ice Wagon.

The wings and tail-unit are at present de-iced
by the standard pneumatic overshoes, whereas the
engines have the normal warm air intake (to
guard against icing in the carburettor, etc.) and
also, as an additional precaution, alcohol de-icing
equipment.

Complete arctic emergency equipment is carried
during test flights. An auxiliary power-unit in the
tail makes the aircraft independent of ground
batteries for starting, and airline seats afford
some comfort for the groundcrew who are carried
on all flights. The aircraft is completely self-
sustaining when operating away from its home
base, the Experimental & Proving Establishment
at Rockcliffe.

The Dorsal Fin

The dorsal fin (which is the only one of the
aircraft’s abnormalities that really hits 1.:he
uninitiated between the eyes) is used for wing
de-icing experiments during the initial phase of
oht feet high and ten feet from

and represents a high-

the project. It i
leading tc trail

ag edpe,

speed symmetrical-section wing. In addition to
facilitating observation and wiring, the use of the
dorsal fin precludes interference with normal air-
craft operation in the event of heating-pad failure.
Its leading-edge is easily removed, and, since it has
two interchangeable leading-edges, de-icing pads
can be changed quickly and conveniently. The
dorsal fin has no noticeable effect on the handling
or performance of the aeroplane.

THE ICE WAGON AT WORK

The Ice Wagon is used for the proving (in
flight under natural icing conditions) of the ex-
perimental de-icing and anti-icing equipment
developed by the Low Temperature Laboratory of
the N.R.C. These tests are supplemented by
laboratory tests under simulated icing conditions
in the icing wind tunnel.

The three main projects on which the aircraft
is engaged are:

©® Electro-thermal wing de-icing.
® Electro-thermal propeller de-icing.
® Measurement of cloud properties.
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: r. K. Pettit, Flying Officer T. A. R. Harris, Fit.Lts.
Ice W. ’s crew. Front row (l. to r.): Mr. D. Fraser, Mr. K. A 1
}‘h; gfggiifo?‘.sjc.r}i:vans, Flying Officer H. A. Smith, Sgt. F. E. J. Dewan, Mr. J. Lynch. Ba%c_ row (I.Ltir(.:). “(;‘.pls‘
R.A. McKay’ W. E. McNair, D. A. Chapman, L.A.C. M. Young, (T‘pls. S. M. Howes, C. I. McKinstry, L.A.C. W. C.
i i Short, Mr. R. Brown. (Photo Richard Studio).

Electro-Thermal De-icing
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