


This book is secret. No quotations may be made without the authority
of the Chief Intelligence Officer, Headquarters, Coastal Command.

While this book is, of necessity, issued as secret, and no part of it
must be communicated to anyone outside the Services, it is intended for the
information of all officers but principally of all members of aircrews, under
conditions of secnrity approved by the Commanding Officer. The whole
purpose of producing it would be frustrated if it were relegated to the interior
of an official safe.^’
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The Air OjRcer Commanding-in-Chief,
Coastal Command.
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Plate 1. Froniispiece. A HUDSON OVER ICELAND. This aircraft was made by the
Lockheed employees in their spare time, of material given by the lirm, and was presented to the
R.A.F. A glacier is seen in the background, descending slopes of lava.
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SECTION 1

REVIEW OF OPERATIONAL ACTIVITIES

(i) Anti-Submarine Activities

January and February, 1942
General

The main focus of the Battle of the Atlantic shifted at the beginning of the
year from the eastern to. the western offshore area, and U-Boat activity has since
been concentrated near the relatively unprotected coasts of Canada, the U.S.
and the Caribbean. In January, the amount of shipping destroyed on the western
side of the Atlantic was so great as to make the month one of the worst in the war,
although only about half as many U-Boats as usual were operating to the north
of 50° N. and east of 35° W. Bad weather allowed these to keep within 300 miles
of the coast, in spite of which only three ships are known to have been attacked
during January. At 0400 hours on the 14th, two merchant vessels, totalling 12,000
tons, were sunk in an outward-bound convoy (ON 55) in the position 58° 40' N.
and 20° 00' W., about 300 miles south of Iceland. The other attack was on the
31st, about 600 miles away (at 48° 43' N., 21° 46' W.) when an escort vessel
of an mcornmg convoy (SL 98) was torpedoed and sunk ;  the convoy was not
agam molested.

U-Boats—about six or eight—operated in the
eastern Atlantic. They stayed mainly in the area Iceland—RockaU—N.W.
Ireland and had very little success. At 0450 hours on the 9th, thedndependently
routea tanker Anna Knudsen ” was torpedoed, in 59° 43' N. and 09° 24' W.,

reached port. An inward-bound convoy (SC 67) was attacked

fnnn f 11th, in 56° 10' N., 21° 00' W. ; a merchant vessel of
escort vessels were sunk. U-Boats were probably in

only attadcs r^o other convoys during the month but these are the

Aircraft
engaged on convoy protection naturally sight far more U-Boats

+1 + convoy is actually being attacked than during their other flying time,
s© that the comparatively small number of sightings in these two months, 25, is

^iy ro be expected. Special attention must, however, be given to sightings in the
Bay of Biscay, through which the U-Boats pass to and from their bases in western

JaJiuary, two were seen in daylight in the positions 43° 55' N., 10° 15' W.,
and 47 00' N., 12° 30' W., one being at the extreme south of the Bay, and the other
further west than usual—in areas where U-Boats might imagine they were safe.
In February, an aircraft on a meteorological flight saw one in daylight in the
middle of the eastern half of the Bay (in 48° 20' N., 09° 20' W.) ; it was probably
searching for survivors from a crashed enemy aircraft. It seems that the frequency
of our attacks in the past has resulted in the U-Boats feeling compelled to remain
submerged by daylight, at least in the east of the Bay ; one was seen in the
■^stern part by a long-range aircraft. A civil aircraft also sighted three in company

west coast of Spain, in 42° 20' N., 09° 20' W. ;  a sweep was afterwards
Ij-id on, but they were not found again. A Hudson on convoy escort from
Gibraltar sighted another off the south-west coast of Spain (36° 15' N., 08° 32' W.),
at 1510 on January 23rd, and attacked in time to prevent it molesting
the convoy.

when a

Operational fljdng in the Bay by night produced no sightings in January, and
only one in February. All the night flying here to date, a total of 615 hours, has
produced five sightings. At the time when U-Boats habitually crossed the Bay
on the surface by day as well as by night, 615 hours would on average expectation
have given 11 sightings. Therefore, night search seems roughly half as effective
as daylight search.

(C44593) b4
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The discrepancy cannot be explained by supposing the U-Boats to be
submerged a good deal of the night. It should be realised that the chance of night
attack cannot be seriously diminished even if U-Boats travel through the Bay
submerged as much as is technically possible. For they must stay up for five hours
in the 24 to charge, and submerged passage cuts down their overall speed to about
40 per cent, of surface speed. So they must stay up for two half-nights in place of
each fuU night needed in a passage made entirely on the surface.*  ✓

Weather

In January, weather at sea was mainly bad, six good days near the beginning
of the month being followed by, a period of about 20 days on which a succession of
troughs of low pressure crossed the area from the west accompanied by rain and
low cloud. These troughs slowed up in the east and consequently weather at the
bases was frequently bad. About the middle of the month a week of gales in the
northern half of the area produced such rough seas that U-Boats must have found
it difficult to make attacks. The weather in February, both at sea and at the bases,
was better as a result of two anti-cyclones, of which one covered the main operational
area, north of 50° N., from 4th-9th, while the other moved north and then west
from Britain to Greenland in the second part of the month. There were about
22 good days at sea.

Weather at the bases can be tabulated thus, the figures giving the number
of days failing into three categories of weather. The term Indifferent ” includes
days when the weather {e.g.., haze or slight rain) made flying difficult but not
impossible, and also days with some period (more than two and less than about
16 hours) in which flying was impossible owing to the weather.

January

Base.

Weather. Pem
broke
Dock.

Loch
Erne.

Alder-

grove.

Lima-
vady.

St.Oban. Wick.
Eval.

131212 8Good 9 13 11

1116 12 16Indifferent 16 9 18

7The whole day totally unfit for
flying..

6 3 7 7 9 2

February

Base.

Weather. Pem
broke
Dock.

Alder-
grove.

Lima-
vady.

Loch
Erne.

St.
Oban. Wick.Eval.

Good 1710 17 15 812 17

Indifferent 10 1916 9 11 1115

The whole day totally unfit for
flying.

12 12 1 2

Operations

The following tables show the extent of A/S air protection received by our
shipping :

NN umber Protected
1942

Jan. Feb.

umber
1942

Jan. Feb.
58 56
50 65

I

5351
Convoys
Independent ships

6  15
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Sorties on escort and protective sweeps totalled 187 in January and 244 in
February. These were distributed thus :—

Escorts. Protective

Sweeps.Which Failed to Meet.Which Met.

January. February.January. February. January. February.

}Convoys
Independent ships ..

62 79 28 32 91 1 16
92 4  - 8

In January the percentage of convoys met to total sorties for convoys was

69 per cent., in February 71 per cent.

The number of “ finds ” locations by all methods) of U-Boats came to

34 in January and 46 in February.

Attacks by U-Boats
on Shipping.

Other Methods,
Mainly Admiralty.

Sightings by Aircraft.

January. February. January. February.January. February.

18 3 3 24 257

In January, six sightings were followed by attacks (the seventh was made on
a meteorological flight) and eight of the " finds  ” by hunts. In February ten of the
sightings were followed by attacks and seven among all the '‘finds by aircraft
hunts. The results of hunts are given in the' following table :—

Total No. of Sorties. Average Duration. No. of 2nd Sightings.

January.January. February. January. February. February.

15 013 4 0

Of the hunts in January, one was made by three aircraft, three by two, the

rest by a single aircraft. In February, one hunt was made by five, one by three,

two by two, and the rest by single aircraft.

The following table analyses sightings of U-Boats in terms of the different

t5rpes of duty upon which the aircraft were engaged (excluding Gibraltar and
U.S. aircraft in Iceland) :—

Coastal
Command
Total.

Total A/S
Escorts.

Protective

Sweeps.

Offensive

Operations.
Chance.

Feb. Jan. Jan.Jan. Feb. Jan. Feb. Feb. Feb.Jan.

U-Boat sighted
Number of sorties ..

Average number of sorties
per sighting.

0 60 1 5 4 5 6 121
128 91 116 165 174 35296 418

91 23 41 35 59 35

The chance sighting in January was by an aircraft on a meteorological flight.
Of the six chance sightings in February, three were made by a civil aircraft (all
the U-Boats being together), one by a meteorological aircraft, one by a long-range
Hudson on ice reconnaissance off the north-west corner of Iceland, and one by
an aircraft of Fighter Command (between Alderney and Cap de la Hague on the
llth). In February, two further sightings and attacks were made by U.S. P.B.Y.
aircraft operating from Iceland.

J
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The sightings and attacks of January and Febniary were distributed amongst
stations and squadrons as follows :—

Sightings. Attacks.
Station. Squadron. Aircraft.

■January. February. January. February.

Aldergrove
Aldergrove
Aldergrove
Aldergrove
Gibraltar
Iceland
Iceland
Iceland
L. Erne
Nutts Comer
St. Eval

Hudsons
Hudsons
Met. Blenheims
Met. Blenheims
Hudsons
Hudsons
Whitleys
P.B.Y.s
Catalinas
Liberators ..
Whitleys

53 0 00 1
206 4*2 5 2

1404 0 0 1I
1405 00 01
233 0 011
269 Of0 0It
612

American
209

0 2 0 2
20 2 0

0 0 11
3 0120 0 3
0502 1 0 0

Totals 14 107 6

* Two of these U-Boats were seen on one sortie by A/206 on 19th February; all depth charges
had been used up on the first attack—very properly since the odds against such a “ double
event ” are of the order of thousands to one against,

t The aircraft, being on Ice Reconnaissance, had no means of attack.

The following table shows the 2,579 operational flying hours by types of duty,
meaning the hours actually spent on the job, excluding passage-time.

Protective Sweeps.All A/S Escorts. Offensive Operations.

January.February.January. February. January. February.

Sorties
Operational flying hours
Average duration hours of a

sortie.

1169196 128 165 174
446318266 390 545 615

3i 433 3J 3*

Three areas may be distinguished, as on the accompanying Chart I:—
Within 300 miles of C.C. bases ; best covered by short-range aircraft

(Hudsons, Northrops, Beauforts), given 1,955 fl5dng hours: 43 finds
of U-Boats, 17 sightings : 1 ship attacked.

W. 300-400 miles from C.C. bases ; best covered by medium-range aircraft
(Whitleys and Wellingtons), 306 : 13, 2 ● 2

400-600 miles from C.C. bases ; best covered by long-range aircraft
(Catalmas, Liberators and Sunderlands), 304 : 14,  4 ; 2.

The number of sorties carried out by these

H.

C.

classes of aircraft was :various
Protective
Sweeps.

Jan. Feb. Jan. Feb.
682 82 86 111

Escorts.
Offensive

Operations.
Jan.

Total.
Feb. Jan. Feb.
65 240 258
47 56 56
62 56 95

I. Short range . .
II. Medium range

III. Long range

Encounters with Enemy Aircrajt
February the foUowing encounters with enemy aircraft

himL aircraft when engaged on anti-submarine patrols and U-Boat

86
3  43
2  36

9 6 4
19 31 1

January, at 1734, in position 49° 29' N., 07° 13' W., a Sunderland,
o/Jt/ (on a crossover patrol), sighted a Ju.88 one mile away.

On 12th February, at 1135, in position 48° 14' N. 08° 25' W., another Sunder-
QJO (on an anti-.submarine patrol), sighted a He. 115 six miles away.

When the distance had closed to 1,000-1,500 yards, (?’s tail gunner fired four to
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fi,ve short bursts, and then descended to 1,500 feet. The enemy aircraft dived, and
the Sunderland opened fire with tail and midships guns, and possible hits were
estimated. The Heinkel fired two short bursts of cannon fire, and climbed into
cloud cover. At that moment a second He. 115 was sighted approaching from
astern, and six long bursts were fired from our aircraft’s tail and midships guns,
probably scoring several hits; the enemy returned fire and broke away.

On 12th February at 1314, in position 48° 14' N. 08° 45' W., a Whitley,
EI502 (on a U-Boat hunt), sighted a He.115 and gave chase for 30 minutes;
then E passed it, turned, and fired 600 rounds from the rear gun. Tracer was seen
to enter the fuselage of the Heinkel, which returned fire, but did no damage.
During the combat a single-engine aircraft was sighted, which was believed to be
a Focke-Wulf 190. . Both the aircraft were last sighted about five miles away,
with the single-engine aircraft circling the Heinkel which was at sea level.

On 12th February, at 1345, in position 48° 02' N. 08° 23' W., a Catalina,
Sj209 (on a U-Boat hunt) sighted an unidentified aircraft.. S circled and saw it was
a large biplane flying boat, with black crosses on its wings, possibly a Breguet
Bizerte, which altered course and fired a recognition signal. As S prepared to
attack, three Arado 196’s were sighted and the Catalina sought cloud cover. The
enemy took up positions dead astern of S and opened fire. Our aircraft took
violent evasive action and fired with all guns at different opportunities. The enemy
aircraft were shaken off after 20 minutes.

On the same day, a Catalina making a reconnaissance from Gibraltar, Jj202,
was attacked by a Savoia 79, which fired a few ineffective bursts at short range, but
was forced to take violent evasive action when our aircraft dropped depth-charges.
After a quarter of an hour’s manoeuvring the enemy was chased away ; but this
or another Savoia was sighted again two hours later, apparently doing a patrol,

ffiought to be a Do.17 was sighted on February 24th by a Hudson,
ZI283, on convoy escort from.Gibraltar. ^ y y

(ii) Anti-Shipping Operations

January and February, 1942
General

Operations may be classified into :—

(i) Anti-shipping patrols. These are flown along the enemy coasts to locate
and, when circumstances permit, to attack shipping. Aircraft usually
fly singly,

(ii) Anti-shipping strikes. These are directed against shipping which has
previously been sighted, usually by an anti-shipping patrol. Several
aircraft take part in each strike,

(hi) Attacks against ships in harbours.

The amount of flying which each of these operations involved in January and
February, as compared with December, is roughly as follows :

December. January and
February.

1,100 hours.
300 hours.
100 hours.

1,100 hours.
500 hours.
200 hours.

Anti-shipping patrols
Anti-shipping strikes
Attacks on harbours

Totals

Considerably increased anti-raider commitments during January and February
account for at least part of the reduction in anti-shipping operations.

It is shown that the average amount of flying per sighting was approximately
the same during January and February as it was in December. The average
tonnage of the ships sighted has, however, dropped off, especially off the Dutch Coast,
The reduction in the number of large ships may well be due to weather conditions.

1,800 hours. 1,500 hours.

J
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The total number of ships attacked during the two months was 62, the results
being shown in the following table :—

TABLE 1

Coastal Command Attacks on Shipping in January and February, 1942.

Assessment.

Seriously
damaged.

No. of
attacks.

Estimated

tonnage.
Armament. Sunk. Damaged. No Claim.

Nos. Tonnage. Nos. Tonnage. Nos. Tonnage. Nos. Tonnage.

Bombs ..

Depth Charges..
Torpedoes
Cannon ..

146,000t.
10,000
12,000
2,800

3 l,600t. 6 n,700t. 10 25,500t.
10,000

32 107,200t.51
0  '0 0 0 0 2 02

3 0 0 0 0 0 0 12,0003
0 0 0 2,600 2006 0 5 1

Totals : January
and February.

62 170.800t. l,600t. 6 ll,700t. 38, loot. 36 119.400t.3 17

(25,000) (4) (12) (37,200) (42) (107,700)(Totals, Dec.).. (63) (179,000) (5) (9,100)

Attention is drawn to theThe figures in brackets are for December,
discrepancy between the December figures given here and in a previous report
(ORS/CC No. 172). The old figures were the claims made by Coastal Command:
the present figures are the most recent assessments and must therefore be considered
to replace the previous ones. The most important change is an increase in the ships
sunk from two (9,000 tons) to five (25,000 tons). Comparing the December with the
January and February figures, the most significant change is the recent reduction
in the size of the ships sunk : in December the average tonnage was 5,000 tons,
while in January and February it was only 500 tons.

Anti-Shipping Patrols . . . i n

figures are also given for comparison.

TABLE 2

Anti-shipping Patrols : Total Flying Hours

Total Flying Hours.

Coast.

Jan./Feb. December.

Norway
Holland ..

France/Spain

577 698
242 307
242 127

Total .. 1,061 1,132

It should be noted that these figures do not include the naval patrols off Brest
in January, and off Denmark in February.

Chart II shows in more detail the amount of flying along different sections
of the enemy coast. The coast is divided into 60-mile intervals, and the thickness
of the line opposite each interval is proportional to the number of sorties made
there. The figures give the average number of ships sighted per sortie, along each
stretch of 60 miles.
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2. Total and Effective Sorties.—Of all aircraft which become airborne
anti-shipping patrols, about 75 per cent, actually reach the patrol
following table shows the figures for the three regions of activity :—

TABLE 3

Anti-Shipping Patrols : Number of Sorties and Patrols

Tarea.
on
he

Nos. of A/C
airborne.

A/C reaching
patrol area.

Coast. Per cent.

194 138 71 (70)
74 (72)
73 (80)

Norway
Holland

France/Spain ..

192 143
67 49

73 (71)Total 453 330

The numbers in brackets give the corresponding percentages for December, 1941.

Details as to why aircraft failed to reach their patrol areas are shown below.
The table shows the number of sorties which returned owing to various causes,

and also expresses these frequencies as a percentage of the total number of sorties.
Figures for. January-February are compared with those for December.

TABLE 4

Causes of Failure to Carry out a Patrol

Norway. HoUand. France/Spain.

Cause.

Jan.-Feb. December. Jan .-Feb. December. Jan.-Feb. December.

Lack of cloud '
Bad weather

A/C failures ..
Unknown and other causes..

20 (10%)
23 (12%)

19 (13%)
16 (11%)

12 (12%)
1  (1%)

2  (1%) 7 (10%)

Total 56 (29%) 45 (31%) 49 (26%) 18 (27%)

* Figures not available.

No very significant changes have occurred since December.

3.' Length of Sorties and Patrols.—^Considering the aircraft which reached their
patrol area, the following table shows the average durations of both the whole
sortie and the patrol itself.

TABLE 5

● Anti-Shipping Patrols—Duration of Sorties and Patrols

Twilight. Night.Day.

Coast.
Average
Length

of Patrol.

Average
Length
of Sortie.

Average
Length
of Sortie.

Average
Length
ofPatrol.

Average
Length
of Sortie.

Average
Length

of Patrol.

Nos. of
Patrols.

Nos. of
Patrols.

Nos. of
Patrols.

6-5 hr.87 4-7 hr. 0-4hr.
(0-4)

4-6hr. 0-4hr. I-5 hr.36 15Norway

71 2-6 0-5 0-93-3Holland 38 3-1 0-4 33
(0-4)

35France/Spain 6'7 2-4 6-7 1-6 51 215 9
(1-7)

Figures in brackets are for December. They are only available for daylight patrols.

I
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It will be seen that the Norway and Holland day and twilight patrols are

about 25 minutes long, while the night patrols are 1-J hours and 1 hour respectively.

The France/Spain patrols are considerably longer than those in the other two regipns.

Patrol length will be referred to again in the next Section, which deals with
the amount of fijnng needed on an average to sight a ship.

4. Sightings.—During the two months anti-shipping patrols reported 114
ships or groups of ships of over 100 tons (51 in January and 63 in February). Of
these, 35 were between 100 and 500 tons and 79 were over 500 tons. In addition,

there were numerous reports of fishing vessels (at least 11 in January and at least

53 in February), and 7 unidentified S.E. indications. Attention is drawn to the fact
that sightings of vessels under 100 tons, and unidentified S.E. contacts, are not
included in any of the tables of this Report unless it is specifically stated.

The following table shows the average number of patrol hours per sighting in
different regions at different periods of the day.

TABLE 6

Anti-Shipping Patrols—Patrol Hours per Sighting

Day. Twilight. Night.

Coast. Patrol
Hours

per
Sighting.

Patrol
Hours

per
Sighting.

Patrol
Hours

per
Sighting.

Patrol
Hours.

Sight
ings.

Patrol
Hours.

Sight
ings.

Patrol
Hours.

Sight
ings.

Greater
than

023-0 233-94Norway 32-9 27 1-2 15-S
(30) (30) (0-9) 27-8 7 4-02-1HoUand 830-4 40 0-7 17-0
(19) (30) (0-6) 1 18-718-74-12France/Spain 85-6 25 3-4 8-2

●  (26) (8) (3-3)

869-5 8-72-9 .Total . . 14148-9 92 1 -6 41 -0
(75) (71) (1-1)

These figui-es are onlyThe figures in. brackets are the corresponding figures for December,
available for day patrols.

The following points will be noted ;—

(i) Comparing the three different regions (daytime), it appears that there
■  significant difference between the frequency of sighting shipping

the Dutch and Norwegian coasts, and that the frequency is about
three times that of the French/Spanish coast, i.e., on the average three

times as much ̂ ying is needed to sight a ship on the French/Spanish
the Dutch and Norwegian coasts,

(ii) Compared with daytime figures, it needs
and 5-6 times as much by night, to sight a ship. Assuming that the

amount of shipping does not decrease, this gives  a measure of the
relative efficiency of search by day, twilight and night.

Comparing January and February figures with December figures for
day patrols, there is no significant change in the flying needed to sight
ship. Further analysis has shown, however, that the proportion of

large (over 500 tons) to small ships has dropped. Off Norway the
proportion was 5-5 to 1 in December and 3-5 to 1 during the present
period. Off HoUand the proportion was 4 to 1 in December and
1 *6 to 1 in January and February.

The length of patrols (Table 5), and the frequency of shipping encounters

(Table 6) both influence the number of patrols which return having made a
sighting. The foUowing table shows, as a percentage of aU patrols, the number
which made at least one sighting.

is no
on

as on

much flying by twilight,as

(iii)

a



15

TABLE 7

Anti-Shipping Patrols—Percentage of Patrols which Sight Shipping

Twilight. Night.Day.

Coast.
Percentage
of Patrols

sighting.

Percentage
of Patrols

sighting.

Percentage
of Patrols

sighting.

Nos.
Patrols.

Nos.
Patrols.

Nos.,
Patrols.

Norway
Holland

France/Spain..

20%
40%

'  11% 0%87 36 15
38 13% 33 27%

11%

71

60%46% 5 935

It is interesting to note that although shipping is considerably less frequent off

France/Spain than elsewhere, the France/Spain patrols are so much longer than
the others that the chance of a patrol sighting shipping in this region is greater
than elsewhere, by both day and twilight.

Also, the greater length of the Holland night patrols, compared with the

twilight ones, more than makes up for the greater difficulty of finding ships.

5. Method of Sighting.—The following table shows the number of ships sighted

by eye, the number detected by Special Equipment and later sighted, and the
number detected by S.E. and not seen.

TABLE 8

Anti-Shipping Patrols—Methods of Sighting Ships

Day. Twilight. Night.

Coast.
S.E.-
Visual.

S.E.-
Visual.

S.E.-
Visual.S.E. Visual. S.E. S.E.Visual. Visual.

Norway
Holland

France/Spain

27 00 4 0 0 0 0 0
40 3 , 2 8 0 2 7 7 5
25 1 1 2 0 10 1 1

As in December, there were no S.E. detections off Norway, , presumably

owing to the nature of the coast. The equipment has achieved best results off the
Dutch coast, where, of all ships detected at night, 63 per cent, were found by S.E.

6. The Attack.—The following table shows the number of attacks on shipping

compared with the number of sightings.

TABLE 9

Anti-Shipping Patrols—Number of Ships Sighted and Attacked

Percentage
of Ships
attacked.

Coast. Sightings. Attacks.

Norway
Holland

France/Spain

31 13% (43)
35% (40)
25% (56)

4
55 19
28 7

Total 26% (43)114 30

The iigures in brackets are the percentage of ships attacked in December.
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A striking aircraft may fail to find its target because of some factor common

to all the aircraft in that particular strike, or because of a factor peculiar to itself.
Factors affecting all aircraft alike are—^bad weather ;  an inaccurate report by the

aircraft making the initial sighting; and unpredicted behaviour of the target in

the period between initial sighting and strike. Factors peculiar to one aircraft

are : faulty navigation, bad look-out or S.E., and failure to patrol enough of the
coast to allow for inevitable uncertainties in the target’s position.

Of the six strikes in which- four or more aircraft took part (excluding those

which sighted other shipping) there were three in which no aircraft found the
target and three in which some aircraft found it. Of the latter it may be said

that the cause lay with the individual aircraft, not with the strike as a whole,
some or all of the other occasions the cause of failure may have been common to
the strike as a whole.

Enemy Opposition . ^ .

Enemy Air Opposition.—Our aircraft sighted 51 enemy aircraft during anti

shipping patrols and strikes during the two months. On 20 occasions a chase
took place ; of these there were seven occasions when our aircraft attacked the
enemy, and three occasions when our aircraft was itself attacked. Details are

given in the following table :—

On

TABLE 11

Our Offensive. Enemy Offensive.

No Action.Type.
Chase. Attack. Chase. Attack.

Me.l09
Me.HO

0 0 1 ’ 32
0 0 0 0 3

Ju.88 .. 0 3 0 0 4
He.lll
He.115

0 2 0 0 1
0 1 0 0 0

Unknown 1 81 1 20

9 3Totals .. 311 7

Of the eight unknown aircraft which chased our aircraft, six were at night,

and presumed to be night fighters. Of the identified aircraft, only Me. 109s took
the offensive.

Strikes on Harbours

Details of the five harbour attacks which were made in January and February

are given below :

TABLE 12

Harbour Attacks in January {none in February)

Attacks.
Nos. A/C

over
Target.

Nos. A/C
Attacking

Time
of Day.

Nos. A/C
Airborne.

Flying
hours.

Date. Objective.
Ships. Harbour.

Jan.
1 Jetty

Dock

Jetty

Night
Night
Da}^
Night
Night

2 2Gironde

Bergen
Guern.sey
Bergen
Stavanger

2 ii-7
7 6 512 7 58-4
17 3 3 16 9-9

00 030 1 4-4
"4-730 0 0 01

Totals 22 12 11 8 891

It will be seen that on the average twice‘as many aircraft must be dispatched
as are required to make the attack.

(C44593) c
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Number of Sorties Made
Flight No. 1401

(originally
No. 1403 Flight).

Flight No. 1402
(originally

No. 1405 Flight). Flight No. 1404.
29 2128August, 1941

September . .
October
November ..
December . .

January, 1942
February &.

Additional special sorties have also been made from time to time.

30 26
29 24
23 27
25 23
24 24
19 23

25
28
26
26
23
20

Some other Aspects of Meteorological Flights

There is nothing essentially spectacular about Meteorological Flights. Their
aim is to provide the Meteorological Service with carefully made, regular observa
tions on the weather. And when the weather is bad the observations are likety to
be all the more valuable. Thus, bad-weather flying is “ enjoyed to the full by
Meteorological Flight crews, and the more spectacular side of the work usually
comes out of the bad weather. All crews engaged on the work have probably got
some experience from bad-weather flying which will be long remembered, though
not all will have broken low cloud on a rising hillside, torn up gorse bushes, knocked
down a gate and nearly decapitated a farmer to make a normal landing some
20 minutes later with the gorse still festooned on the leading edges—this was the
experience of a crew in No. 1404 Flight. To keep  a sense of proportion, however,
it is true to say that the more bad weather is experienced, the more normally can
it be taken in the stride, while Meteorological Flight navigators develop one and
another special aid to bring aircraft home safely. Thus there is ground for believing
that experience gained on Meteorological Flights will react very favourably on
duties later undertaken by the crews.

Inevitably, a meteorological flight involves a good deal more than the weather,
though weather is its raison d’Hre. Enemy aeroplanes are encountered and one has
been shot down (by No. 1403 Flight as it was "then) when the odds were against the

meteorological aircraft, but were overcome by a skilful ^
shipping has been attacked, and a notable toll of enemy the
credit of No. 1404 Flight.

The information which the Meteorological Flights provide is of tremendous
use on its own accounT and doubly so now, because weather reports which were

obtainable in peace time from other sources m the a^reas of operation have become
much fewer or non-existent. The regularity of flying is an achievement ; it is a

fine tribute to the Flights that all there
the Meteorological Flight report will always be there.

Summary of Operational Effort

January and February, I942

(v)

number of hours flown on opeiational activities totalled nearly 9,000 i
and 11,000 in February, divided as follows

inThe

January
January.
827

2,498-

February.
1,255
2,884

Reconnaissance
Anti-Submarine Patrols . .
Offensive and Security Patrols . .
Convoy Duties
Night-flying Operations . . - . .
T/B (Torpedo) Striking Force Operations
Other Operational Flying. .
Communication, Ferrying and Testing . .

Attacks upon the German warships as they passed through the Channel on
12th February, cost Coastal Command five aircraft  ; three hits with torpedoes
were claimed. Such detailed accounts were published in the daily press that
nothing further need be said,

217 517
960 1,112

1,1671,453
240 542
757 1,206

2,2032,036
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Plate S.
A T.THERATOU’S ATTACK TPON A K-BOAT AND SHIP (page 27).

photograph shows four depth charges exploding around the I'-Boat, which is crash-<living ;
out to tlie left. The second photograph shows the rings formed 1)\' the explosions. In tiio centre
of the thirtl is tlie oil jiatch left b\- tlie U Boat, around which tiie Eha is steaming in circles.

The first
a liftli fell





The bows are visibleA U-BOAT CRASH-DIVING BEFORE ATTACK (page 28).Plate 7.
below water.
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The depth at which the depth-charge is required to explode is pre-selected
the standard Naval

From a study of a large number of
by an adjustment on the pistol. The possible settings on
pistol are 50, 100, 150, 300 and 500 ft.
attacks it has become apparent that even the shallowest of these settings, 50 ft.,
was not enough, the optimum setting being estimated at 20 to 25 ft. (see page 34).
Accordingly the original minimum depth of 50 ft. has, by decreasing the strength
of the firing spring, been reduced to approximately 35 ft. Experiments are
continuing to obtain still further reductions in the depth-charge setting.

The pistol incorporating a safety device and the above shallow-depth spring
is known as the Mark XIII, and is now in general use.

Further Improvements and Developments

Steps are being taken to improve the explosive fitting and thus to make
deptlu-charges lethal at greater distances from the objective. With new types
of explosive an immediate increase of 50 per cent, in lethal range is expected.

There is of course no fundamental difference between a depth-charge and a
bomb. It is largely a matter of fusing but partly of charge-weight ratio. The
usual depth-charge has a fuse which causes detonation at a given depth, and has
no impact fuse. A direct hit, therefore, does not endanger the aircraft. On the
other hand, the high filling ratio means a thin casing, and though a direct hit does
not affect the aircraft, it will generally break up the depth-charge and put it
out of action. An Anti-Submarine bomb has a thicker casing than a depth-charge,
and is meant to»stand direct impact with a submarine even on the surface, i.e.,
a  dry ” hit. Thus, while bombs have the disadvantage of a smaller charge-
weight ratio, and with existing fuses the further disadvantage of restricting the
height of bombing to above about 400 ft., they score in the matter of dry hits.
In night work particularly, it is expected that, in the majority of attacks, the
submarines will be on the surface, so that dry hits will be relatively more important
than in day attack. This consideration may result in a reversion to bombs. In ^
one of the developments now in progress, the bomb is equipped with a new fuse
wiiich removes the danger to the aircraft from a dry hit at a low height, by pro
viding a delay of three seconds or so between impact and detonation. . However,
in order to give a shallow detonation, should it miss the U-Boat (as it generally
will !), it is fitted with a water-arming fuse with a short delay. Another
development is the fitting of a new fuse on the 100
(at the other extreme of weights) a suitable fuse on the l,0UU-lp. Dornb. Notes _
these developments and also on bomb-sights will appear in a later issue of
tliis book.
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(ii) German Defence Strategy in the Channel Naval Battle

The break-out from Brest in February of the three German warships furnished
interesting information regarding the German defence strategy. Not only was the
course steered close to the enemy coast in order to allow shore-based flak to play
its part? but there is also, definite evidence of continued attempts on the part of
enemy fighters to entice our fighters towards the shore and so bring them under
the fire both of the ships and of the shore batteries.

The enemy naval strategy consisted of positioning the screening destroyers all
on the seaward side of the major units, in line ahead, and flanking these in turn
to seaward by ato seaward by a Vic ” formation of E-Boats. It is of interest to note that one of'
the destroyers was seen to have M.G. nests high on its masts.

The enemy umbrella seems to have been maintained, for the most part, to
landward of the convoy, and showed little inclination to fight but concentrated
on an attempt to lure our fighters inland into accurate flak range and away from
the ships. b ^

f  the battle terrific flak of every kind was reported, including that
rom 6-in. guns which-kept up an incessant barrage below the height of the
e. lOy s, and, obviously in accordance with a concerted scheme, there was no

pward barrage and the fire from all the ships was of low trajectory.

Q-r^-n above the enemy ships was left clear, and the enemy aircraft flew low—
?  y IjOOO ft., probably to facilitate recognition—but sufficiently high

allowed for the-'^engagement of our
from recognised, by concentrated light flak, particularly
from the machine-gun nests on the masts of the destroyers,

the defence strategy would seem to have consisted of :

the^ slfln^ barrage up to 6-in. and of low trajectory from aU
bombers V object being to counter low-level attacks by our
mnVo+T?’ ^‘^^podo-carrying aircraft and fighters, and possibly to

(2) oncomfortabll for our surface cFaft.
to he^ ^ zone of clear air above the ships, to allow our aircraft

more accurately attacked individually, either by enemy aircraft

,3, light flak from the ships,
tactics on the part of the enemy fighter screen, intended to

,^gfiters away from the ships and into accurate range of
shore-based flak batteries,

and tli^ closest co-operation existed between the enemy aircraft
and the ship-borne and land-based flak.

or

(iii) Attacks by Aircraft on S.S. Cushendun

{From a Report by the Master,, to the Royal Navy.)

We were bound from Falmouth to Barry Dock in ballast. The ship-was
armed with a Twin-Marlin, a Lewis gun, two Hotchkiss, two P.A.C.. rockets, and
we had a balloon but lost it. The crew, including two naval and two military
gunners, numbered 16 and there were no casualties.

We sailed from Falmouth
.  -1 1 ● January and formed up with a convoy
ot 18 ships which sailed m two columns, our position as Vice-Commodore being
the leading ship to the port column. The wind backed to northward and blew a
gale, so we went into Mount’s Bay for the night. On the weather moderating the
convoy sailed again at 1300 next day. The wind was stiU northerly and fresh, but
as we rounded the Longships about 1700 it began to die down, and the weather
was fine with smooth- sea, and later there was a good moon with visibility about

fo ^ steamed at seven knots, the wind dropping after dark to north.

p.p was going well, the convoy was in good formation, with the four
bcorting trawlers, two on each side of the port and starboard columns, about a

31st January, in position 10 miles
thp ] ̂  Trevose Head, we heard the sound of aeroplane engines coming from
Tt U7 ^ sighted approaching our starboard beam,

was a twin-engined monoplane, with floats, and I think was a Heinkel 115.

j
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He approached at a height of about 100 ft., and as he drew nearer I fired the
starboard P. A.C. rocket, which caused the plane to bank steeply, pass astern of us and
eventually disappear out of sight. We stood by and ten minutes later the same
aircraft was seen .approaching from directly ahead. This time I fired the port
P.A.C. rocket, and again the plane was forced to bank steeply off our starboard
bow. It then flew down the port column of -ships dropping six bombs well astern
of us and without damaging any vessel.

We stood by for another attack, the two naval gunners at the Twin-Marlin,
the Mate at the port bridge Hotchkiss, and myself on the bridge to fire the P.A.C.
rockets, which I had recharged and again made ready, and also the starboard bridge
Hotchkiss. At about 0015 on the 1st February, about two hours after the first
attack, the Mate called out that he had sighted a plane away to port. This time
it was a large four-engined machine, a Focke-Wulf, flying very low over the water
along our port beam about a quarter of a mile away. He continued on his course
and passed out of sight without attacking. I remained with one hand on the
lanyard of the P.A.C. rocket and the other hand on the Hotchkiss gun, and a few
minutes later I heard a plane approaching from ahead, then sighted him off our
port bow at a height of about 50 ft., rising steeply to clear our mast. I called out
to the Mate not to fire until he saw me fire the P.A.C. rocket, and when the F.W.
was a little off our port bow, at a height of 80 ft., I pulled the lanyard of the P.A.C.
rocket, and the Mate immediately opened fire with the port Hotchkiss, I jumped
to the starboard Hotchkiss and fired a full belt of ammunition. We saw our bullets

entering the fuselage as the plane swerved sharply, making a perfect target as he
swung across our bows. He was forced to turn almost at right-angles and as he
flew off towards the land, across the Commodore’s ship on our starboard side, we
all saw smoke pouring from him, and he was rapidly losing height.

I do not think the Focke-Wulf was near enough to be damaged by the wire
of the P.A.C., but it was certainly the P.A.C. rocket which caused him to take
evasive action and so present a perfect target for our machine-guns which must
have damaged him. In my opinion the P.A.C. equipment is an excdlient defensive
weapon against aerial attack and in this particular case was the means of preventing
any direct attack on my ship, and probably saved the remaining ships of the
convoy from attack.

Everyone behaved very well indeed and the Mate stuck well to his gun and
carried out my orders efficiently. We have metal shields round the two Hotchkiss
on the bridge and plastic armour round the Twin-Marlin ;  tliis gun was also fired
by the naval gunners but the belt of ammunition jammed. I was very anxious to
get four P.A.C.s fitted for use, instead of only two as at present, as we have to go
below to the chartroom for the spare rockets and whilst doing so another attack
might develop, so I asked for the two others to be rigged when I got into Barry.
I certainly go 100 per cent, on them.

I think these west coast convoys are very well run, but I should like to ask if
the air (escort could remain with us a little longer into the dark hours.

{C-iAS93) 1,000 4/42
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