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KENT LINE LIMITED AND ATLANTIC TOWING LIMITED  

 
Many tankers over the years have been registered in Canada, carried a Radio Officer and were owned by a 

number of the worldôs major oil companies via a Canadian subsidiary. The only company I will mention is 

located in Saint John, New Brunswick. The radio operators in this fleet contacted station VCS on a regular 

basis and some of these operators came ashore and operated the stations in this area.  

 

The ships making up this fleet that were fitted with radiotelegraph were registered under Kent Line 

Limited. This fleet started in 1934 with a 729 gross ton tanker named ELKHOUND. She was registered in 

Saint John, New Brunswick, and assigned call sign VCXL. She did not have a radio of any description and 

the call sign was for visual communications only. ELKHOUND was sold to B. Hill and Sons at Bristol, 

England in 1943 and was last listed in 1948. She had been built at Bristol in 1929. This fleet started 

immediately after World War II with the WILDWOOD PARK a 10,000-deadweight ton tanker. This tanker 

was renamed IRVINGDALE in 1947 and was registered in Canada with her original call sign VDYJ. In 

1952 another Park ship, the NIPIWAN PARK joined this fleet as the IRVING LAKE, also with her original 

call sign VDZN, but because she was a former 3,600 deadweight ton tanker, was fitted with radiotelephone 

only. After that the tanker fleet fitted with radiotelegraph was: 

 

VDYJ   IRVINGDALE 

VCKX   IRVING WOOD 

HPBN   IRVING BROOK 

ELYJ     IRVING GLEN 

CYNJ    IRVING STREAM 

CYML   IRVING OURS POLAIRE 

VGWT M. J. BOYLEN 

VXZR   H1070 

VGLN  IRVING ARCTIC 

VCRJ     IRVING ESKIMO 

VCRZ   IRVING NORDIC 

VCTG   IRVING OCEAN 

VCWX  IRVING CANADA  

 



 
Kent Line Limited 

                                                  IRVING ESKIMO 

 

Each of these ships will require a brief description in order to be understood. I have listed them with their 

Canadian call signs while they were registered in Canada, but two were never registered in Canada. 

IRVING BROOK is shown with her Panamanian call sign and was damaged early in her career. Her stern 

section became the stern of IRVING STREAM. IRVING GLEN is shown with her Liberian call sign. 

 

The M. J. BOYLEN was renamed H1060 and four of these tankers were changed from Canadian to 

Bermuda registry: 

 

ZCEH   IRVING WOOD 

ZCEI     IRVING STREAM 

ZCEJ    H1070 

ZCEK   H1060 

 

Two were registered in the Bahamas: 

 

ZFNN  IRVINGDALE 

ZFNW IRVING GLEN 

 

In 1947 IRVINGDALE was fitted with a Marconi station. This station had the Reliance transmitter, Salvor 

emergency transmitter, Seaway radiotelephone, Mercury main receiver, Electra high frequency receiver, 

and Alert 500 kHz receiver. This was the equipment we had to learn inside and out while I was at Radio 

College of Canada, Toronto, in 1961. The only piece of equipment I had to study at Radio College and 

sailed with later was the Marconi Lodestone Direction Finder. IRVINGDALE was also fitted with a Decca 

navigator and a very high frequency audio modulated station for use between 156 and 174-mHz. This is 

according to her 1947 Radio Licence so has to be accurate but hard to believe. VHF did not become 

popular until the 1970ôs. 

 

When the Bahamas gained their independence from Great Britain this country was allocated the block of 

call signs from C6A to C6Z and sometime after this IRVING GLENôs call sign became C6NW. 



IRVINGDALE had been scrapped by this time. IRVING GLEN was scrapped in 1979 and her RCA 5U 

station went with her. IRVING GLEN was replaced with the IRVING ESKIMO. 

 

                                           
                                                    Radio Officer Skid OôSullivan 

          This is Radio Officer Skid OôSullivan on duty in MV IRVING GLEN with call sign C6NW.  

 

                                           
                                                    Radio Officer Skid OôSullivan 

                                 This is the Radio Room in IRVING GLEN with call sign C6NW. 

 

The IRVING OURS POLAIRE was fitted with a Marconi Globespan station, but to my knowledge never 

carried a Radio Officer. The IRVING WOOD never carried a Radio Officer, but was listed as capable of 

transmitting on 500 kHz with emergency equipment, possibly a lifeboat radio of some description. How 

this British ship, IRVING WOOD with call sign ZCEH of 2,491 gross tons managed to sail so long in this 

area without a proper radio station and Radio Officer was one of many mysteries. 

 

H1060 and H1070 had the standard Marconi Globespan station and for some reason were changed back to 

the Canadian flag in January of 1980. This change in registry probably involved access to fuel in some 

political manner. Naturally these two ships did not get back their former Canadian call signs. 



 

VCJQ    H1060 

VCKW H1070 

 

Both the H1060 and H1070 were laid up at Sydney, Nova Scotia, in 1981 when the IRVING OCEAN 

joined this fleet. They both went to the ship breakerôs yard from there. 

 

IRVING STREAMôs radio room was fitted with equipment of many nationalities. She used a British 

Marconi Atalanta and a British Eddystone for receivers. Her main high frequency transmitter was a 375-

watt German Telefunken and her medium frequency transmitter was a Netzteil, Sender MS 350, 

manufactured by the Danish Hagenuk Company. The emergency transmitter was also from the Hagenuk 

Company. Usually these ñhodge podgeò stations were easier to operate and maintain because the 

components were not all crowded into the one container. This station gave a good clear signal when it had 

the proper voltage fed to it from the main generators in the engine room. One voyage gave us a rough time 

at station VCS because of this poor voltage. These older stations always sounded better because of the 

many harmonics that made up the signal from their transmitters. The signals from the last radiotelegraph 

transmitters had been perfected to the point of boredom. The radiotelegraph stations prior to the last of 

these stations in service were such that one could tell, with practice, the make of the transmitter before the 

operator identified with his call sign. IRVING STREAM was scrapped shortly after IRVING OCEAN 

joined this fleet. IRVING OCEAN was launched in 1981. 

 

During the mid 1970ôs the Saint John Shipbuilding and Dry Dock Company, one of the many companies 

that made up the Irving Empire, built seven tankers for the Esso Oil interests and six for the Shell Oil 

interests. The seven Esso tankers with their Liberian call signs were: 

 

A8PR  ESSO EVERETT 

ELXN    ESSO HALIFAX 

6ZLD     ESSO MONTREAL 

5LFY     ESSO PROVIDENCE 

6ZRL     ESSO SAINT JOHN 

5LPR     ESSO SAINT PETERSBURG 

A8XC    ESSO TORONTO 

 

The six Shell tankers with their call signs were: 

 

D5OZ   ELONA 

D5MJ     ENSIS 

GXUN  ENTALINA  

GVUR   ERINNA 

GXXQ   ERODONA 

GVUQ   ETREMA 

 

The first two on the list were Liberian flag and the other four British. Those who know shells will 

recognize these names because Shell Oil named their ships after various shells. The hierarchy of Shell Oil 

neither understood nor appreciated the full potential of the marine communication world. I found several 

cases where the various national organizations made Shell clean up the working and living conditions for 

their Radio Officers within the ships they owned in those countries. Yet Esso was just the opposite. If you 

happened to work a poor Esso radio officer you did not work him for long. Two of these radio officers 

come to mind. The Spanish radio officer sailing in ESSO BAHAMAS with call sign 6ZBN that sailed 

around eastern Canada and Hudson Bay in the 1970ôs was perfection to say the least. The Filipino radio 

officer in ESSO KURE with call sign 5LSI around 1974 was another. Those who know the continental 

radiotelegraph code will note that 5LSI has one dash only. This Radio Officer transmitted this call sign as a 

musical wave of dits with the one dash right where it should be. It was definitely 5LSI and I spent all 

summer practicing but never came close to imitating the way he transmitted it. 

 



The Irving Oil tankers carried excellent radio officers and they were not always Canadian. Quite a few 

were British and some came from the many other nations one can think of. When the Irving Company 

added the new tankers they built in the 1970ôs they copied some of the features of the thirteen they built for 

Esso and Shell. The IRVING ARCTIC, IRVING ESKIMO and the much smaller IRVING NORDIC were 

copies of the Esso tankers. Those three had excellent radio rooms just behind the bridge. The IRVING 

OCEAN and IRVING CANADA were copies of the Shell tankers. Now I understand the criticism better. 

The radio rooms of those two were on the deck below the bridge within the officerôs living 

accommodation. Not only was this an awkward position, it was a damn nuisance because of the noise 

involved while carrying out oneôs normal duties. It was lonely as well. At least behind the bridge the radio 

officer and duty mate got to know each other if nothing else. Why Irving Oil did this remains a mystery. 

There must have been something in it to attract them to this poor layout. 

 

All five new Irving tankers were fitted with the latest from the British Marconi Company in the form of the 

Conqueror as the main transmitter and the Apollo as the two main receivers. IRVING ARCTIC made some 

interesting voyages when new, including a trip to Australia. Tony Charon was the lucky Radio Officer on 

the Australia run. Bill Kerwin sailed as her Radio Officer on a voyage to Brazil in 1981 after an excellent 

voyage to the African Congo in 1980 with IRVING ESKIMO. Bill is from Saint John, New Brunswick, 

and after sailing in the Irving ships went ashore as a controller with Fundy Traffic. The radio officers in this 

fleet made several contacts each day with station VCS when at sea. IRVING CANADA made her first 

voyage, a run from Saint John, New Brunswick, to Montreal, Quebec, on November 3
rd
, 1981. IRVING 

NORDIC was assigned to the coastal service of eastern Canada with AIME GAUDREAU, IRVING OURS 

POLAIRE, and IRVING WOOD. After the death of Mr. Kenneth C. Irving, the founder and general 

manager of this empire, there were a number of changes made. The coastal tankers were renamed with the 

suffix KENT. The funnels were repainted a bright green with the name Kent painted on them. The funnels 

had been yellow with the Irving diamond crest so common around eastern Canada. The deep sea or ocean 

going tankers retained this yellow funnel scheme. Right after World War II Mr. Irving purchased a few 

former naval corvettes and converted them to freighters. I was told 20, there may have been 5 and I found 

three. The three were registered in Newfoundland as: 

 

VOQM  GALLOWAY KENT  

VOTL   WELLINGTON KENT 

VOPX   REXTON KENT 

 

The Irving family is from Kent County, New Brunswick and at least some of these names are villages in 

that county. GALLOWAY KENT was the former HMCS NORTH BAY, WELLINGTON KENT was the 

former HMCS HUNTSVILLE and REXTON KENT was the former HMCS LONG BRANCH.  

Apparently HMCS COBOURG became DUNDAS KENT and HMCS FERGUS became HARCOURT 

KENT but I was unable to find any information on their radio stations. They were definitely radiotelephone 

only because the three I found were fitted with radiotelephone only and these ships were not big enough to 

be fitted with commercial radiotelegraph. In order to be accurate one should check the actual record of the 

ship that should provide the call sign, and then compare that with the record of the radio station. There is a 

possibility that HMCS NORTH BAY was the Norwegian ship KENT COUNTY II with call sign LMMK 

for a while. If so, she carried a Radio Officer according to the record of the radio station. The three coastal 

tankers IRVING NORDIC, AIME GAUDREAU, and IRVING OURS POLAIRE were renamed some of 

these exact names and I no longer remember which tanker received which name. They retained their radio 

call signs so a List of Ship Stations for 1996 or later should sort them out. They did not use radiotelegraph 

so I lost interest. 

 

In 1992 some of this fleet was registered in the West Indies at Barbados. Two of these ships became: 

 

8PAJ   IRVING OCEAN 

8PAO   IRVING CANADA 

 

These ships disappeared around this time as they switched from radiotelegraph to satellite communications 

along with so many that we had communicated with over the years. The Irving owned Saint John Shipyard 

and Dry Dock Limited built several new ships for this fleet after those described above and had at least two 



large oil tankers built in a foreign yard. But these new ships were not fitted with radiotelegraph and did not 

carry a radio operator so I had no interest in them. 

 

The IRVING NORDIC went to the Arctic in 1988 and carried a radio officer who maintained contact with 

station VCS. Arthur Fletcher was a very well known radio officer with this fleet and seemed to be assigned 

to each of these ships when new. I believe it was Art who made this voyage in IRVING NORDIC. While in 

the Arctic he transmitted a very long message of several hundred words. Shortly after this the station 

supervisor got a phone call from one of the managers at the Irving Saint John office wanting to know what 

became of this message. He said he was in the Radio Room of IRVING NORDIC and had watched Art 

transmit it. Station VCS had another modernization in 1988 that included a computer operated message 

system. This system took some time for the operators to learn to operate. This missing message was found 

stuck in one of these computers. The operator at the station had copied the message but did not get it any 

farther than the computer on his operating desk. 

 

In addition to these tankers the Irving Empire owned two ships that were designed and built to haul wood 

products. These two were fitted with radiotelegraph, carried a radio officer and communicated with the 

VCS station continuously when at sea. The various Irving companies grow, harvest, purchase and sell a lot 

of wood products. These two ships had been built and used in Europe to haul wood products before they 

were purchased by the Irving organization. The German ship UTA SABINE with call sign DHBJ became 

the IRVING FOREST. The Finnish ship FINNALPINO with call sign OIBR became the IRVING 

TIMBER. Both were renamed when purchased by the Irving Company in the 1980ôs and I believe operated 

under Kent Line with the tankers. 

 

VSBG8   IRVING FOREST 

VSBT2     IRVING TIMBER 

 

Both ships were registered in Bermuda. The IRVING FOREST was on a voyage from St. Johnôs, 

Newfoundland, to Rouen, France, with a cargo of wood pulp and newsprint when she encountered heavy 

weather in mid-Atlantic, January 1990. She developed ballast problems and began to list heavily and lost 

engine power, and needless to say transmitted a distress call. The tanker NESTOR rescued all 19 people on 

board, before she sank on January 11
th
, 1990. Among the crew were Canadians, Britons and Filipinos.  

 

Atlantic Towing, another Irving Company, had a large fleet of tugs named with the IRVING prefix. The 

three largest were IRVING MIAMI with so called call sign VC8137 at 972 gross tons, IRVING BIRCH 

with call sign VDYT at 827 gross tons, and IRVING MAPLE with call sign VGSF at 487 gross tons. This 

is another example that the Department of Communications had no ruling on who was assigned what from 

their international allotment of call signs. Most of these tugs had a suffix of a well-known type of wood, 

OAK, HEMLOCK, MAPLE, and so on. But only two of the tugs carried a Radio Officer and both had the 

same name, IRVING BIRCH. The first of these was a steam-powered tug and was registered in the United 

Kingdom. The second replaced that one and was built at the Companyôs Shipyard, Saint John Shipbuilding 

and Dry Dock. This one was launched in 1967 and was fitted with radiotelegraph, the Marconi Oceanspan 

station.  

 

GBHH  IRVING BIRCH 

VDYT  IRVING BIRCH 

 



 
Wilson Studio, Saint John, New Brunswick 

                    This is the motor tug IRVING BIRCH April 14
th
, 1967 with call sign VDYT. 

 

The crew in IRVING BIRCH had some fantastic trips during 1979 alone. She had been to England, 

Colombia, twice to the Arctic including Greenland, plus a trip to one of the United States ports on the Gulf 

of Mexico, besides the mundane life of towing barges of oil around eastern Canada. Atlantic towing 

purchased a tug they named IRVING CEDAR during the 1980ôs that is worth mentioning. This tug did not 

carry a radio officer, was radiotelephone only and registered in Bermuda as a yacht with call sign ZFWI. 

One wonders what was behind that and for what reason. On the Atlantic Towing Limited website in 2004 

IRVING CEDAR was renamed ATLANTIC CEDAR and listed as registered in Barbados with Canadian 

call sign VOSV from Newfoundlandôs old block of call signs. A vessel registered in Barbados is assigned a 

call sign with 8P as the prefix.  

 

When the coastal tankers were renamed with a KENT suffix in each name these tugs of Atlantic Towing 

were renamed also. They all received the ATLANTIC prefix and retained their various type of wood as the 

suffix. In other words IRVING ELM became ATLANTIC ELM and so on up and down the list of names. 

 

The Atlantic Towing barges were named after fish: IRVING WHALE, IRVING DOLPHIN, IRVING 

PORPOISE and so on. I believe these were also renamed and the only one I know for certain is that 

IRVING WHALE was renamed ATL 2701. 

 

I did not meet anyone who had sailed in an Irving vessel that did not enjoy the experience. The majority 

spoke very highly of this fleet. The only Canadian ship I wanted to sail in and didnôt was IRVING BIRCH. 

I did not get this experience because I simply kept putting it off until it was too late. I regret that I did not 

get to sail in this fleet.  

 

SHIPYARD CALL SIGNS  

 



All the shipyards in Canada were assigned a four letter call sign for use in testing the radio station fitted in 

a new ship prior to the ship being handed over to its owner. The Saint John Shipbuilding and Dry Dock 

Company held call sign VDDC, and we often received a call from one of those ships for a radio check 

whether the new ship was to be registered in Canada or some foreign country. Occasionally a new ship 

from one of the other shipyards would call as well. Those calls would sound rather odd at times, especially 

if the ship had a very odd foreign name and used the Canadian call sign. At least one ship built for Cuba 

left her ship builderôs yard in Quebec and came to Halifax with the Canadian shipyard call sign. This ship 

had a date for a name like so many Cuban ships and it was possibly MAY 26
th
 if I remember correctly. It 

may have been Mr. Castroôs birthday for all I know. I remember one I think it was the APRIL 19
th
 followed 

us for more than a day in the Caribbean Sea. She appeared to be a large molasses carrier.  

 

SHIPBOARD EQUIPMENT  

 
The modern technology resulting in the numerous electronic magic boxes we now have was greatly 

speeded up during World War II. We would eventually have had these things, but they would still be some 

time off in the future. By the late 1950ôs the use of radar and direction finding had advanced to the point 

that so many ships carried their own equipment that it became feasible to close these services at 

Camperdown Radio VCS. Today, even small yachts and fishing vessels have radar and the direction finder 

is never used in a vessel of any kind. The only place one will find a direction finder in use is a few 

computer-operated units on a few coast stations. This is on the VHF radiotelephone channels and the unit 

will provide a visual indication of the stationôs (shipôs) actual location on a chart shown on a computer 

screen. The Canadian Coast Guard has removed all the radio beacons for use by direction finders fitted in 

ships. Direction finders were mandatory in most ships up until the radio officer was removed because they 

were the only means of obtaining a bearing on a shipôs transmitter. This was a big asset in trying to locate a 

vessel in distress. 

 

There are now several satellites in place over the world providing a system of navigation for everything 

imaginable. These are used in a system known as the Global Positioning System or GPS. One can get a 

GPS unit in their automobile or ship, their aircraft or even a hand held unit to use anywhere. This system 

has replaced the Direction Finder, Loran, Omega, Decca, and any number of other familiar navigational 

aids that were so well known not so long ago. My son carries a cell telephone and a hand held GPS unit 

with him at all times in his 14-foot aluminum boat. This gives him communications and navigation 

capabilities the Captains of the Queenôs (SS QUEEN MARY and SS QUEEN ELIZABETH) could not 

dream of back in the 1930ôs. 

 

The most difficult part in getting these new electronic aids to work in ships was in training the crews to use 

them. For years the Captain was the sole person in charge of a ship and placed on a very high level. Many 

of these older Captains were not very well educated and on getting to know a few you often wondered how 

they ever elevated themselves in the first place. When the ship owner installed a new aid like radar many 

Captains would not permit anyone to touch them. One case in point is rather interesting and rather amusing 

for us today. The Captain of the ferry PRINCESS HELENE that operated between Digby, Nova Scotia, and 

Saint John, New Brunswick, for many years, had such high regard for his radio officer that when radar was 

first installed he made them install it in the radio room for this operator. But in the majority of cases these 

units were installed in their proper place on the bridge although no one but the Captain was allowed to 

touch them. 

 

Captain Charles Melanson, an old friend and shipmate of mine tells an interesting story which will help 

explain this. Charlie had been master for some time in the small wooden freighters owned by his family in 

Gilberts Cove, Nova Scotia. These small wooden ships eventually disappeared because of the routine 

changes made in shipping over the years. Charlie then had to get out and sail in the larger ships. One of 

these trips involved a run off the Labrador Coast with one of these Captains who claimed the radar his own 

personal toy. Charlie knew radar well by this time and was becoming concerned about the possibility of 

icebergs in their path, when he took over his watch as mate. This Captain was still on the bridge, had the 

radar turned on with the gain turned down so far it was of no use to them although did appear to be working 

and not seeing anything. Charlie noticed this immediately but did not dare say anything and had to wait 



until the Captain was out of sight. When the Captain left the bridge for a few moments Charlie made his 

move and reached over and turned up the gain on the radar. Sure enough, there she was. A large berg was 

dead ahead but luckily still time to leave all as is and let the Captain find it on the radar. If Charlie had said 

anything on seeing this, he would have been fired for touching the radar, and no mention would have been 

made of his preventing a disaster. 

 

 
Radio Officer Paul du Mesnil 

This is the Radio Room MV QUEBEC call sign VCXL April 1971 

Left to right: 

Atalanta Main Receiver 

Battery Charging Unit Top 

Alert Emergency Receiver Middle 

The Autokey on the bottom with only a corner showing 

Reliance Emergency Transmitter 

Seaguard Auto Alarm 

Mercury or Electra Back-up Receiver 

The QUEBEC had the Irvingôs old ELKHOUND VCXL call sign. 

 



 
Radio Officer Paul du Mesnil 

This is another view of the Radio Room MV QUEBEC call sign VCXL April 1971 

That is a good view of a Gypsum Transportation Limited Cap and left to right: 

Oceanspan VI Main Transmitter 

Atalanta Main Receiver 

Autokey Automatic Distress Key with the Alert Emergency Receiver on top and the Battery Charging Unit 

sitting on the Alert Receiver.  

Just above the clock is the Antenna Switching Unit. 

 

 

THE DEPARTMENT OF TRANSPORT SCHOOL AND THE LOSS OF TH E 

CERTIFICATE  

 
Around 1960 the Department of Transport not only amalgamated many of the Coast and Aeradio stations 

into a combined station, but decided to open a school and give all new operators additional training over 

and above their commercial certificates. This school was to be known as the Air Services Training School 

and was first established in the upper floor of the terminal building at the Uplands Airport, Ottawa, Ontario. 

The first class graduated in 1960. Up until 1966 all these graduates were holders of at least the commercial 

second-class certificate from private schools within Canada or the British Commonwealth. Most came 

straight from these schools. 

 

With the newer radio regulations annexed to the International Telecommunication Convention at Montreux, 

1965, it became possible for Canada to terminate the necessity for the operators to hold a radio certificate 

on the stations within the country. After that the only requirement to become a radio operator on any station 

in Canada was a high school education and graduation from the Air Services Training School that was 



expanded accordingly. A new modern and very expensive school was opened in 1979 at Cornwall, Ontario, 

replacing the Ottawa school. 

 

One question that always puzzled me and I did not find a suitable answer was the technicians in the Coast 

Guard Ships. The law stated that anyone who maintained a shipôs radio station must hold the required 

certificate of proficiency in radio according to the size of the ship the station was fitted. These technicians 

went aboard the Coast Guard Ships in 1962 and did all the maintenance on the shipôs equipment. No one 

said anything and the Radio Officerôs did nothing to prevent this. It should have been their job to maintain 

this equipment. One technician I knew used to brag that he made a trip to the Arctic one year and changed 

one radar tube only for the entire trip. If his services were not in more demand than that, he would have 

made an excellent second operator if this had been laid out according to law, and according to the way the 

seafaring nations operated. Then there was the Captain who hired a technician to come aboard and repair 

the main radio station to find nothing but a blown fuse. That Canadian Radio Officer involved must have 

felt very foolish if nothing else. When one finds records of these things it is probably a good thing it is all 

over. 

 

In 1993 all coast station radio operators were given a certificate of proficiency in radio called a Coast 

Guard Radiotelegraph Operators Certificate. This certificate looked like the old First Class and 

Radiocommunication Operatorôs General Certificate (Maritime), abbreviated to RGMC and came complete 

with a five-year expiration limit. If there was ever an outfit that could down grade anything of an 

international nature to make it look like something ñit ainôtò it was this outfit. What this certificate was 

supposed to accomplish, besides a waste of the tax dollar, was a mystery to me. It gave one the feeling it 

was to be used in the coast guard ships with the idea it might impress those in foreign nations that a 

Canadian coast guard ship might visit with a radio operator on board. 

 

 
Department of Transport 

This is the Radio Operator Class ñ23ò Air Services Training School, Ottawa, 1963 and S. G. ñSpudò 

Roscoe is second from the left in the front row. Unfortunately I can no longer name very many of them. 

Howard Vallis is third from the left in the back row and Howard retired from the Canadian Coast Guard in 



Dartmouth. Bob Bullbrook was one of the instructors and he is fourth from the left in the front row. Bob 

held Jerry Procôs VE3FAB call sign at that time. I held call sign VE1AGN at that time and changed it to 

VE8RM a few days after this photograph was taken when I was transferred to Teslin, Yukon Territory.  

 

COMBINING THE HALIFAX AREA STATIONS  

 
The technology of radiotelephone improved rapidly after the war to the point the majority of boats of all 

types were fitted and with this increased workload and the closing of the radar and direction finder service, 

it was decided to move Halifax Radio VBQ to Camperdown Radio VCS. About the only real improvement 

made to VBQ after the war was the addition of the other Collins AG10 transmitter, which naturally brought 

forth a sigh of relief from the operators at VBQ. With the move of VBQ to VCS it became necessary to 

build a transmitter site at Pennant Point, and a remote receiver site just south of Ketch Harbour. This move 

was made on November 1
st
, 1962 and this combined station was renamed Halifax Marine Radio VCS. The 

word marine in the name became popular in Canada with coast stations, in order to separate the station, or 

portion of a station from the Aeradio Station. A number of the Canadian Aeradio stations and Coast 

stations were combined to form one station in order to cut down on the cost involved of operating two 

stations in the same area. This word marine must have sounded rather odd to foreign operators because it is 

the only place in the world they would have heard it, because everywhere else, the name of the station, the 

word radio, and the call sign was all one would hear. VCS was one of the few stations not combined with 

the local Aeradio station, although over the years the VCS operators went out to the Halifax International 

Airport, forty miles away, and filled in at the Aeradio station for awhile for one reason or another. The 

West Coast sister of VCS, a smaller but similar station, Vancouver VAI, was combined with Vancouver 

Aeradio and was located at the Vancouver International Airport. 

 

The Royal Canadian Navy during the early 1960ôs equipped most of their vessels with radio-teletype and 

wanted to terminate training their radio operators in radiotelegraph during the early stages of their training. 

They wanted to retain radiotelegraph at CFH for their smaller and auxiliary vessels and as a backup for 

their regular radio-teletype communications. Therefore, the British Commonwealth Communication 

Scheme portion of Halifax Radio CFH was transferred to Halifax Marine Radio VCS on April 1
st
, 1964. 

This necessitated a further expansion of VCS to include high frequency transmitters, receivers, and extra 

operating positions for the greater number of operators required to operate this equipment.  

 

From improved shipboard equipment, much more powerful transmitters and more sensitive receivers, the 

British Commonwealth Communications Scheme was phased out in April 1968. After that a ship monitored 

the traffic list transmitted every odd hour on the hour, Greenwich Mean Time, at the VCS station. They 

also monitored the traffic list for any station the ship could expect traffic for one reason or another. If a 

vessel had a message to receive or one to send it called the station. The message traffic was either sent or 

received by the operator on receipt of the call. There was no longer free communications between 

countries. These stations handled messages to anywhere in the world for a fee and it was cheaper if the ship 

called a station in the country to which the message was addressed. 

 



 
Roger Teed 

  This is the Operations Building Halifax Marine Radio VCS just prior to moving to Ketch Harbour 1970 

 

 
Roger Teed 

     This is the Operations Room Halifax Marine Radio VCS just prior to moving to Ketch Harbour 1970 

 



 
Shaw 

    This is the Operations Room Halifax Marine Radio VCS just prior to moving to Ketch Harbour 1970 

 

 
Shaw 

This is the Teletype Operating Position Halifax Marine Radio VCS prior to moving to Ketch Harbour 1970 



 

 
Shaw 

This is the Operations Room Halifax Marine Radio VCS prior to moving to Ketch Harbour 1970 and that is 

the late Sid Hatcher VE1BJR with his feet up in the middle and the late Ted Daley VE1AIG operating just 

behind him. If you can help in identifying any of the others please contact me or if you have anything you 

would like to pass along I would appreciate hearing from you. 

 



 
Shaw 

        This is the Operations Room Halifax Marine Radio VCS prior to moving to Ketch Harbour 1970 

 

 
Shaw 

        This is the Operations Room Halifax Marine Radio VCS prior to moving to Ketch Harbour 1970 
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        This is the Operations Room Halifax Marine Radio VCS prior to moving to Ketch Harbour 1970 

 

THE MOVE OF STATION VCS TO KETCH HARBOUR  

 
With the amalgamation of the three stations, Halifax Radio CFH, Halifax Radio VBQ, and Camperdown 

Radio VCS, at Camperdown, and the fact the old operations building was now reaching thirty-five years of 

age, it was decided to improve the Stationôs building and equipment. For various reasons it was decided to 

do this at the Camperdown Radio VCS, Receiver Site in Ketch Harbour, a few miles down the road on the 

south side of the village of Ketch Harbour. One of the main reasons was the fact that the equipment at the 

remote receiver and transmitter sites had to be connected to the operating position at Camperdown via 

telephone lines leased from Maritime Telegraph and Telephone Company Limited. The Ketch Harbour site 

eliminated the lines necessary for the remote receivers, and Pennant Point, the remote transmitter site, was 

much closer to Ketch Harbour, making these leased lines shorter and less costly. 

 

Therefore, Halifax Marine Radio VCS, the largest coastal radio station in Canada, moved from the old 

original site on the hill overlooking the approaches to Halifax harbour to a new more modern operations 

building on March 1
st
, 1970. My impression on first seeing this new site was that of a gravel pit with a 

paved driveway and over the years my feelings towards the site have not changed. The excellent view from 

the old site did much towards my feelings of the new site. Any spare moments that we had to look out the 

window were now spent staring at a choice of sand, gravel, weeds, or fog-stunted spruce trees, instead of a 

beautiful view overlooking the approaches to Halifax harbour, and the ships traversing that area. 

 

The operations building constructed and placed in service at Camperdown, July, 1935, was torn down and 

removed during the summer of 1980, ten years after the station at Ketch Harbour opened and forty-five 

years after the building was constructed at Camperdown. Douglas Garrison, Sambro, purchased the site a 

few years after this and converted it into a housing subdivision. 

 



                                          
                                                   Basil Carroll 

This is Radio Operator Basil Carroll operating the 8-mHz radiotelegraph position at VCS with Technician 

Bill Turner sitting in the medium frequency radiotelephone position probably 1975. Bas Carroll came to 

VCS in 1973 and was a Shift Supervisor from 1975 until promoted Area Operations Manager in 1978. He 

retired as the Regional Standards Officer. He holds amateur radio call sign VE1VAY. Cape Hopes 

Advance VAY was his first radio station. 

 

 
John Rae and Paul Britton 

 




