






In order to work in the frigid waters of Lough Erne at Castle Archdale, Northern 
Ireland, mechanics had to put on rubberized wading suits before making their repairs. 
(PL 40986) 

Short Sunderland u of No 422 Squadron at the instant of touchdown. This particular 
aircraft sank u-625 on 10 March 1944. (PL 40996) 



The interior of a Nissen hut, common to most wartime RAF stations, usually accommo­
dated fourteen men. In the centre is the sole (and inadequate) source of heat, a small 
coal-burning stove. (PL 45598) 

Working from a floating platform, mechanics examine one of the four Bristol Pegasus 
engines of an RCAF Sunderland flying-boat. (PL 31437) 



Accurate navigation was vital to Coastal Command operations. Flying Officer Jack 
Ritchie works at the navigator's desk of an RCAF Sunderland. (PL 22077) 

The maintenance area for the Sunderlands of No 422 Squadron at Castle Archdale, 
Northern Ireland, in mid-1944. (PL 33252) 



A Sunderland is beached for maintenance. Hauling these 26-ton aircraft ashore could be 
a ticklish business. (PL 15751) 



The Blohm and Voss BY 138 flying-boat attacked by Flying Officer S.S. Shulemson of 
No 404 Squadron goes down in flames on 28 July 1943. (PL 19522) 

The downed boat on the surface. Both photographs were taken by Shulemson's naviga­
tor, Sergeant A.D. Glasgow. (PL 19523) 



A Leigh Light-equipped Vickers Wellington Mark XII similar to those used by No 407 
Squadron. The retracted Leigh Light is visible on the underside of the fuselage just 
behind the wing, while the ASY III radar is located in the dome under the nose. 
(RE 19876-1 I) 

A Fairey Albacore similar to those used by No 4 I 5 Squadron to chase German E-boats 
in the English Channel. With a cruising speed of only I I 5 miles per hour, the Fleet Air 
Arm biplane was not what Overseas Headquarters had in mind when they sought to 
replace obsolescent Hampden torpedo-bombers in the Canadian unit. (PL 130488) 



No 404 Squadron personnel line up for tea and buns at a Church of Scotland van in the 
summer of 1943. (PL 19439) 

A Bristol Beaufighter Mark x of 404 Squadron with freshly painted invasion stripes in 
June 1944. The primary anti-ship weapon used by the Canadians was the 3-inch rocket 
with a 25-lb armour-piercing warhead launched from underwing rails. (PL 41049) 



Four German M-class minesweepers on fire and sinking in Bourgeneuf harbour on the 
Biscay coast after a 404 and 236 Squadron strike on 8 August 1944. (PMR 93-07r) 

One of two Sperrbrechers - small, heavily armed merchant vessels used as Flak ships -
sunk off Royon, Brittany, by a combined 404 and 236 Squadron strike on 13 August 
1944· (PMR 93-080) 



Splashes from both machine-gun fire and depth charges entering the water mark the 
start of the successful attack on u-625 by Sunderland U of 422 Squadron on IO March 
1944. (c 4287) 

The crew of u-625 take to their life rafts after the successful attack. Escaping the U-boat 
did not ensure survival, however, as none of the submariners photographed by the 
circling Canadians were ever seen again. (RE 68-586) 



Servicing a Leigh Light Wellington. The beam gun position clearly shows the aircraft's 
geodetic lattice-work construction that made it such a rugged machine, capable of 
withstanding great punishment. (PL 40927) 



The German torpedo boat T.24 (foreground) and the destroyer Z. 24 under attack by 
Beaufighters of 236 and 404 Squadrons off Le Verdon, France, on 24 August 1944. 
(PMR 93077) 



An armourer slides a 3-inch rocket onto the underwing rails of a Canadian Beaufighter. 
(PL 4I007) 

A Beaufighter Mark x of 404 Squadron fires off its rocket projectiles. (PMR 92-580) 



The German merchant vessels Aquila and Helga Ferdinand under attack by 
Beaufighters of I 44, 455, and 404 Squadrons in Midgulen Fjord, 8 November 1944. 
The photograph was taken from the No 404 Beaufighter piloted by Flying Officer L.C. 
Boileau. Both ships were sunk. (PMR 93-079) 



Eight rockets from Beaufighter H of 404 Squadron head for the Norwegian salvage tug 
Blaaveis in Sognefjord, Norway, on 9 January 1945. The tug was destroyed in the 
attack. (PMR 92-586) 

The 9 February 1945 attack on the German destroyer Z33 in Forde Fjord as seen from 
Beaufighter T of 404 Squadron piloted by Flying Officer H.P. Flynn. Anti-aircraft fire 
from Flak batteries located on the fjord's cliffs took a heavy toll from the attacking 
aircraft. (PMR 93-087) 



Introduction 

Ottawa's decision (in line with British priorities) to place the greatest emphasis 
on strategic bombing and to assign second place to fighter and fighter-bomber 
operations meant that the RCAF contribution to Coastal Command was limited 
to eight squadrons. Even so, one of them, No 162, was really part of the Home 
War Establishment, being loaned to Coastal Command and operating out of 
Reykjavik, Iceland, and Wick, Scotland, after January 1944. Since it was never 
formally a part of the RCAF Overseas, its story was told in the second volume 
of this series. A Canadian bomber squadron, No 405, served briefly in the 
command for four months during the winter of 1942/3. 

Three more squadrons, Nos 413, 422, and 423, were formed in the United 
Kingdom, to be employed against the German U-boat menace in European and 
North Atlantic waters. However, the transfer of the first-formed, No 413, to 
Ceylon (now Sri Lanka) in the spring of 1942 delayed full participation in the 
North Atlantic anti-submarine campaign by RCAF Overseas squadrons until the 
following year. At that time the two remaining flying-boat squadrons, together 
with the Leigh Light-equipped Vickers Wellingtons of 407 Squadron and the 
Handley-Page Halifaxes of No 405, were able to take part in a fruitful offen­
sive in the Bay of Biscay. 

The success that aircraft enjoyed against surfaced U-boats over the summer 
and fall of 1943 led to the introduction of vessels fitted with Schnorkel tubes. 
By permitting submarines to remain submerged throughout their cruise, these 
devices encouraged the enemy to embark on the cautious inshore campaign in 
British waters that characterized the last eleven months of the war. It also 
reduced the value of aircraft as U-boat killers. While the RCAF squadrons in 
Coastal Command sank, or shared in the sinking of, nine submarines (not 
including the six destroyed by 162 Squadron), only two such successes were 
achieved after the D-Day landings. 

Although the strategically defensive task of anti-submarine operations 
dominated the maritime air war, both in terms of the resources employed and 
its importance to the overall Allied war effort, a small proportion of Coastal 
Command strength was used to conduct an anti-shipping offensive along the 
coasts of Northwest Europe. As a secondary campaign fought by one of the 
RAF's less glamorous commands, the direct attack on German shipping has not 
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received as much attention from historians as have the air aspects of the anti­
submarine war or the numerically larger battles waged by Fighter and Bomber 
commands. Thus the hazardous nature of many of the attacks, as well as the 
significant effects they eventually had on the German economy, have largely 
escaped public notice. 

The three RCAF squadrons that took part in the anti-shipping war made a 
significant contribution to the success that Coastal Command eventually 
achieved. As exemplified by the experience of 407 Squadron during the first 
year of its existence, however, that success was delayed by the obsolete and 
inappropriate aircraft with which the strike squadrons were initially equipped 
- another indication of the low priorities usually accorded to Coastal Command 
and of the Royal Navy's view that anti-shipping operations were of less than 
overwhelming significance. For the first three years of the campaign, most 
attacks would prove to be deadly exercises in futility while the goal of creating 
a successful strike force remained but a distant objective. 

Equally frustrating, if less dangerous, were the organizational misfortunes 
of No 415 Squadron. Formed as a torpedo-bomber unit in August 1941, it was 
initially equipped with obsolescent aircraft - first Bristol Beauforts, then 
Handley-Page Hampdens - and assigned to a series of marginal, ineffective 
roles. It was moved nine times in the first fifteen months of its existence, 
before being divided into two flights (one equipped with Wellingtons, the other 
with Fairey Albacore biplanes) and scattered in detachments around the British 
coast. Discipline and morale suffered accordingly, until salvation came (after 
many complaints) with its transfer to Bomber Command in July 1944· 

No 404 Squadron initially flew the long-range fighter variant of the Bristol 
Blenheim light bomber and embraced more fulfilling roles, but it was not until 
the spring of 1943 that Coastal Command was finally provided with the air­
craft it needed to create a successful strike force. The Bristol Beaufighter, with 
some machines modified to carry torpedoes, combined sufficient firepower to 
suppress shipborne Flak with the speed and manoeuvrability that previous 
torpedo-bombers had lacked. 

Better, more sophisticated tactics helped, too, and when the strike-wing tech­
nique was extended to the Norwegian coast later that summer, 404 Squadron 
added a refinement of its own by adopting the 3-inch rocket projectile (RP) with 
a 25-lb armour-piercing warhead as its main anti-shipping weapon. Other 
squadrons followed suit, and the RP-equipped Beaufighters proved their worth 
the following year when the Canadians helped to shield the western flank of the 
Operation Overlord invasion area from interference by German naval forces. 

There was yet another aspect to the maritime air war in which Coastal 
Command might have been expected to play a major role. Throughout the war, 
air-dropped mines were sown by night in the approaches to German ports (and 
those of occupied countries) and at 'choke points' along the coastal waterways 
of Northwest Europe. These minefields required the enemy to expend consider­
able efforts in sweeping operations, yet still left much uncertainty and nervous­
ness in the minds of merchant seamen since those not swept accounted for 
significant amounts of shipping. 
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Some mines were dropped by Coastal Command aircraft, but from the outset 
of the mining campaign, in April I 940, by far the greatest number were laid 
by Bomber Command. Not only was the Wellington - which Bomber Com­
mand had in relative abundance - a better machine for the purpose than 
Coastal Command's Beauforts and Hampdens, but, as the former's four-en­
gined Short Stirlings and Handley-Page Halifax ns and Vs became obsolescent 
in terms of deep strikes into Germany, they were increasingly used on Garden­
ing operations. Thus the story of aerial mining has been left to the section of 
this volume devoted to the bomber war. 

Throughout the final two years of the war the number of Canadians serving in 
Coastal Command averaged between two and three thousand. As Canadian 
strength reached its peak in June 1944, there were 2065 Canadians serving in 
RCAF squadrons and a further 919, mostly aircrew, serving in RAF units. 

The small number of RCAF maritime squadrons and the variety of aircrew 
required meant that there were great difficulties in 'Canadianizing ' the RCAF 

squadrons. At various times, eight squadrons flew ten different types of aircraft 
operationally, each with its unique crew composition, and not all aircrew 
categories were provided for in the RCAF training pipeline. No 404 Squadron, 
for example, had a high proportion of RAF navigators (W) - navigators who 
were also trained as wireless (radio) operators - in its two-man Beaufighter 
crews because there was no appropriate training provided in Canada. Similarly, 
a shortage of flight engineers and wireless operators (mechanics) hampered the 
Canadianization of the two Sunderland squadrons until experienced flying-boat 
crews were posted from the Home War Establishment to Coastal Command 
beginning in February I 944. 

Morale was something of a problem throughout the command. At various 
times, low priorities in equipment, inadequate accommodation, and a lack of 
public recognition, compounded by the inevitable tedium of anti-submarine 
patrolling on the one hand, or the sometimes desperate nature of anti-shipping 
strikes on the other, did little for the spirits of maritime airmen. In addition, 
to a greater extent than in other commands, interservice relationships with the 
RAF seem to have added to the frustrations that beset Canadian flyers. 
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The Anti-Submarine War 

in European and Far Eastern Waters, 

1941-5 

In the later stages of the First World War, anti-submarine patrols of the Royal 
Naval Air Service and (after l April 1918) the Royal Air Force had enjoyed 
considerable success in countering the German U-boat threat - though not 
always, or even largely, by sinking them. Submarines, which normally attacked 
on the surface, nevertheless depended on concealment to survive, and the 
proximity of patrolling aircraft usually persuaded their captains to submerge, 
protecting their boats but also spoiling their attacks. Of course, whenever a 
submarine was sighted on the surface (or, as was more likely, in the process 
of submerging), the airmen made every effort to destroy them; but successes 
were rare, in large part because they had to rely on bombs which had been 
designed to damage or destroy land targets. The Royal Navy's principal anti­
submarine weapon, the depth charge, was too awkward and heavy for the 
aircraft of the time to carry, and contact-fused bombs had to register either a 
direct hit or a very near miss to sink or damage a submarine.' 

Aircraft were greatly improved during the interwar years, but anti-submarine 
weaponry changed not at all. The first depth charge issued to operational 
squadrons of Coastal Command in July 1940, the 450-lb Mark VII, was still 
one designed exclusively to naval specifications and therefore too bulky to be 
carried by any Coastal Command aircraft of the time other than flying-boats, 
of which there were only a limited number. Although the lighter, more com­
pact 250-lb Mark VIII was introduced in the spring of 1941 (shortly before No 
413, the RCAF's first overseas anti-submarine squadron, began forming), its 
Amatol filling had only 30 to 50 per cent of the explosive force of the Torpex­
filled Mark XI that would succeed it in 1942. 

Moreover, a U-boat of Second World War vintage was only likely to be 
destroyed, even by a Torpex depth charge, if the explosion occurred within 
nineteen or twenty feet of the hull, and the pressure-sensitive detonator in use 
until mid- I 942 had a minimum setting of fifty feet, too deep to destroy sub­
marines close to the surface. It would not be until July 1942 that the Mark XIII 

Star 'pistol,' capable of detonating a depth charge in fifteen feet of water, 
would come into service. Until that time a submarine on the surface was safe 
from anything but a severe shaking. Thus the early history of anti-submarine 
operations in the Second World War was very similar to that of the First, with 
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the greatest success being suppression, rather than destruction, of U-boats. 
Indeed, despite having made 245 attacks since the beginning of the war, by 
September r94r Coastal Command's score stood at only 'three sinkings shared 
with surface escorts, one boat that had surrendered to aircraft, and a handful 
of boats damaged. ' 2 

However, the inability of aircraft to destroy submarines scarcely diminished 
Coastal Command's usefulness in the defence of shipping, upon which Bri­
tain's survival depended. For a main purpose of maritime forces was to ensure 
the 'safe and timely arrival' of merchant vessels, and to that end the near-per­
fect security of shipping under adequate air protection was a vital contribution. 
This was especially so because the Royal Navy was desperately short of ocean­
going anti-submarine escort vessels. 3 

Air power effectively supplemented the overworked naval escorts because 
the arrangements for command and control, developed in the last years of 
peace, fully integrated the maritime air force into the navy's system of oper­
ational control. The boundaries of Coastal Command air groups coincided with 
those of the navy's home commands, and air and naval commanders shared 
'area combined headquarters' where they worked together in the same room, 
over a common plot on which was displayed information fed directly from the 
Admiralty's operational intelligence centre. The senior naval officer gave gen­
eral direction, for he was best equipped to comprehend the situation at sea, 
while the air group commander was free to carry out his mission in accordance 
with his professional judgment and his detailed knowledge of the air resources 
to hand. It was a marvellously flexible way to overcome the gulf of incompre­
hension between officers of two services whose experience was in vastly 
different environments.4 

Expansion of Coastal Command had a central place in the urgent efforts to 
strengthen Britain's maritime forces during the dark year following the fall of 
France. At this time the United Kingdom was utterly dependent on long 
overseas trade routes that were made even more vulnerable by German pos­
session of bases extending from the northern tip of Norway to the Franco­
Spanish frontier. The number of merchant ships lost to U-boats soared to five 
hundred in the nine months between June 1940 and March 1941, as compared 
with only two hundred during the first nine months of the war. There was also 
a need to deploy aircraft and ships for anti-invasion duties on the east and 
south coasts of the United Kingdom. 5 

Growth was substantial, although it by no means met the extreme demands 
of these circumstances. Of the ten squadrons added to the twenty-nine of 
November 1940, two were flying-boat squadrons and four consisted of land­
based anti-submarine machines (usually referred to in service terminology as 
general reconnaissance, or GR, squadrons) . Average strength grew from 201 
aircraft in November to 298 in June 1941, with the greatest improvement 
coming in the realm of long-range GR squadrons available for convoy escort. 
Those increased from one Armstrong-Whitworth Whitley squadron to one 
Vickers Wellington and two Whitley squadrons. There was also one squadron 
of Consolidated B24 Liberators in the process of forming. Modified to extend 
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their range by removing equipment not strictly necessary for anti-submarine 
work and replacing it with additional fuel tanks, these first very-long-range 
(VLR) Liberators, armed with eight depth charges, could provide protection 
from seven hundred to one thousand miles out from base and still spend at 
least one-third of their time in the vicinity of a convoy, on a sortie that might 
last as long as fourteen hours.6 

The flying-boat squadrons were due to be upgraded when deliveries of Con­
solidated Catalinas, expected in early 1941 , would permit the replacement of 
obsolete Supermarine Stranraers and Saro Lerwicks. The Catalina's twenty­
five-hour endurance allowed it to provide convoy escort up to six hundred 
miles from base, although its slow cruising speed of only 115 miles per hour 
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was a disadvantage. Of the remaining aircraft in the command, the Short 
Sunderland flying-boats had an effective radius of 440 miles, the Wellingtons 
and Whitleys 340 miles, while the Lockheed Hudsons could manage no more 
than 250 miles. 7 

In the spring of 1941 German tactics in the North Atlantic revolved about 
single U-boats shadowing convoys during daylight hours - always on the 
surface, since their underwater cruising speeds were insufficient to keep up 
with even the slowest convoys - and then, through Admiral Karl Donitz's 
headquarters (Befehlshaber der Unterseeboote, or BdU), calling in other boats 
to attack at night. 'The large number of convoys attacked at night after air 
cover was supplied the preceding day demonstrated that the existing policy of 
providing as many convoys as possible with at least a few hours' escort by a 
single aircraft was failing to drive off shadowing submarines,' explained the 
author of volume II of this series, The Creation of a National Air Force. If the 
shadower could be suppressed, however, so that he could not report on the 
convoy's location and progress, the whole pack could be thrown off the scent. 
And if the longer-range aircraft slowly becoming available were used to sweep 
areas beyond normal U-boat shadowing range, on the convoy's axis of 
advance, 'studies of past operations suggested that aircraft with this roving 
commission were three times as likely to find U-boats as aircraft closely 
circling a particular convoy. Nevertheless, constant close escort remained 
essential for convoys being shadowed, especially in the hours before sunset 
when the U-boats were closing to their attack positions. ' 8 

The Germans were in the process of expanding their submarine fleet from 
a mere thirty operational boats in April 1941 to sixty by August, of which 
thirty-nine were in the Atlantic. Coastal Command therefore needed more than 
just better operational procedures to keep up. By the end of April 1941 the 
delivery of Catalinas from the United States had enabled the Air Ministry to 
re-equip five anti-submarine flying-boat squadrons (increasing their initial 
establishments from six to nine machines at the same time), and to form 
another flying-boat squadron at the end of June. The new squadron, No 413, 
was the third RCAF unit to be formed in Coastal Command since the Ralston­
Sinclair Agreement had been signed in January* but, as had been the case with 
previous RCAF accretions, its aircrew would initially 'be found from the RAF 
except in so far as RCAF personnel [are] immediately available.' They would 
be replaced, however, 'as pilots, etc. of the RCAF of requisite experience 
become available. ' 9 

In anticipation of its formation, Air Commodore L.F. Stevenson, the RCAF's 
air officer commanding (AOC) overseas, had telegraphed Ottawa on 28 June, 
'asking whether Canada could supply a Commanding Officer, one or two 
Flight Commanders or other experienced pilots' for the new unit. He found it 
'regrettable that an RCAF Flying Boat Squadron should form in the UK and the 

' The first RCAF units formed in Coastal Command were, as we shall see, Nos 404 and 407 
squadrons, which spent their first eighteen months of operations engaged in anti-shipping and 
long-range fighter duties. 
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RCAF not be in a position to supply a large percentage of the Flight Com­
manders and Crews. Flying boat operations is one [sic] in which the RCAF is 
particularly well experienced, and even though coastal operations in Canada are 
important, it is felt that provision of RCAF crews for No 413 Squadron should 
be given every consideration. ' Although Ottawa was able to find a command­
ing officer and two flight commanders for him, 'all qualified on Catalinas,' 
Stevenson was told that 'no further trained pilots can be spared at present.' '0 

In part, at least, that was because Ottawa, which often had trouble looking 
beyond the immediate needs of the BCATP and Horne War Establishment, was 
busy forming a Catalina squadron of its own in Eastern Air Command. It 
would seem, nevertheless, that enough graduates of GR schools - the primary 
training grounds for anti-submarine flying - were being posted overseas to 
provide No 413 Squadron with a reasonable percentage of Canadian aircrew. 
Knowing that fifteen were due to arrive in the United Kingdom in June, forty 
in July, and a further twenty-four in August, Stevenson suggested to the Air 
Ministry that they be posted directly to the Canadian squadron.'' But, in a 
strange piece of bureaucratic logic, the Air Ministry argued that it was more 
important to keep Coastal Command's OTUs filled with GR-trained pilots than 
it was to provide qualified Canadian aircrew for a soon-to-be-operational RCAF 
squadron. The diversion of pilots 'directly to squadrons,' Stevenson was told, 
'would almost certainly lead to OTU capacity being left unfilled.' 

There is not, of course, the same objection to sending E[mpire] A[ir] T[raining] 
S[cheme] produce which has not been through the GR Schools in Canada direct to 407 
and 413 Squadrons because the majority of pilots required for filling the OTUs must 
be GR trained. I think, however, we can compromise over this question. Of the arrivals 
you refer to ... 8 (but only 8) are now in this country. There will be no OTU vacancies 
to absorb them before 26/7/4 I. I therefore suggest that these pilots should be posted 
into 407 Squadron now, with the proviso that if, on the 26th, we cannot meet the 
Coastal OTU requirements from subsequent GR trained EATS arrivals together with the 
output of the home schools, we will temporarily transfer these 8 pilots to a[n] OTU to 
finish their operational training. Similarly, if in the future the GR trained material avail­
able for OTUs should be in excess of OTU requirements the surplus should be posted 
direct into 407 and 413 Squadrons.12 

Although this bizarre arrangement clearly placed the needs of the RAF's 
training organization ahead of those of RCAF operational squadrons, Stevenson 
accepted it; and when 413 Squadron began forming in July 1941, at Stranraer 
in southwest Scotland, many of its aircrew came from RAF Blenheim squad­
rons. The most notable influx of Canadians came in mid-August, when the 
three officers promised by Ottawa arrived on the scene. Wing Commander 
R.G. Briese, who had joined the RCAF in 1932 and was regarded as a 'highly 
capable officer in all respects,' had already commanded an operational training 
squadron at Patricia Bay, BC. His two flight commanders, Flight Lieutenants 
L.H. Randall and J.C. Scott, were posted from No 5 (BR) Squadron in Dart­
mouth, NS. More Canadians arrived in September to take over the non-flying 
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duties of medical officer, squadron adjutant, and engineer officer. Still, when 
the squadron completed its training at the end of September, only IO per cent 
of its complement was RCAF. ' 3 

Briese was already hard at work trying to replace his RAF aircrew with 
Canadians, telling Stevenson that 'pilots trained on boats in No 13 OTS (RCAF) 

will not require to be sent to an OTU here. They should, however, have a 
period of about one month to qualify as second pilot before assuming crew 
duties.' Although he was personally familiar with seven pilot officers from his 
former command whom he would have welcomed on his new one, and had 
passed on their names to Stevenson (who had raised the matter with the Air 
Ministry), no one on his list was posted to No 413. 14 

The squadron began the move to its first operational base at Sullom Voe, in 
the Shetland Islands off the north coast of Scotland, on 3 October 1941. It 
arrived there 'with high morale and great expectations' despite the bleak 
surroundings and poor weather that plagued a station which was 'a mixture of 
peacetime Camp Borden (without Wasaga Beach), Sable Island and Alliford 
Bay.' Flying conditions were often abysmal. Although the islands were 'quite 
low, the highest point being under 1500 feet ... low [cloud] ceilings prevail, 
and it is often necessary to approach base at IOO feet or less. '' 5 

After two days of familiarization flying, No 413 undertook its first oper­
ation, escorting a convoy east of the Orkney Islands on 5 October, and it 
mounted fourteen more convoy patrols over the next two weeks, all of which 
were uneventful. On 22 October, however, a photo-reconnaissance of the Nor­
wegian coast was ordered by Group HQ, a mission which, of necessity, 
involved flying well within range of enemy fighters and far beyond the protec­
tion of friendly ones. The slow, cumbersome Catalina had never been designed, 
or armed, to survive air-to-air combat, and, in the absence of cloud cover, the 
sortie was something of a suicide mission. Indeed, as one of the flight com­
manders reported, it was later learned that the mission 'had been refused for 
this reason by another squadron.' The obvious degree of risk involved may 
explain why Briese chose to fly on this operation himself, as a supernumerary 
pilot. Catalina G took off in the dark hours of 22 October and was never seen 
or heard from again. 16 

The loss of Briese was a blow, and others would follow. Gale-force winds 
and frequent snow, sleet, and hail severely limited operational flying and 
reduced the effectiveness of the few patrols that could be carried out over the 
next few weeks. During one particularly bad storm, on I 1 November, four 
machines were sunk at their moorings and the loss did not please Coastal 
Command Headquarters at Northwood. Within a week, the acting squadron 
commander, a Canadian in the RAF, had been replaced by Wing Commander 
J.D. Twigg, 'a clever, hard working officer who has personality [and] set a fine 
example by his flying leadership.' The RAF station commander was also trans­
ferred to other duties the following month. '7 

Under Twigg's hard-driving command, No 413 Squadron's record of aircraft 
serviceability improved steadily, despite the difficulty of working on unpro­
tected boats that were often coated with ice in the early mornings. But ground-




