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CINCLANTFLT FILE UNITED STATES ATLANTIC FLEET

83/( (1525 )

CARE F.P. O., NEwW YOrRx. N.Y.

14 JIJL 1947

}y ”68/

A9/rdk Serial 0184 of
10 Jums 1947
Froms Compendsr in Chief, Urited States Lilantic Flest.
Tos Chief of Raval Opersations,
Viag Officer-in-Ciarge, Antarctic Developments Project, 1947.
Subieats Beport of Antarctic Developmsntc Project, 1947, (Opsration
HIGHJUNMF),
l. PQMdC
Ze The Commander in Chief, U.S. Atlantic ¥lset considers that all

reasonable msasures were Laken, in the relatively skort period avaiiable, to
adequately prepars the units assigned to the Task Foroe for the subject
pr‘mtiane

3. It is noted that all major objectives were accomplished except
the construction, »* Little America, of a matted (marston mat) airstrip.
The construction of such an airstrip waz intended to provide the means for
detormining the feasibility of msintainiung and operating whee® type aireraft
thereon, The existing unusually severe ice conditiors precluded sccomplishe
ing this project, Huwever, considerabls experimental work was conducted and
the ‘ask Forcs Commander belleves that an scceptable technigue wus developed
for coustructing such :n airstrin on suow (neve) coverad glacisal ice per=
mitting the operation thereon of eircreft using conveniionsl wheal type
larnding gear.

ba Due to the aseignmant of such a relatively large task force,
.o Navy now has available a lirge reserveir of polar—conditioned personnal.,
In view of the inecreasing stretegic importance of the Arctic, this compara-
Wlvely large mumber of cold-wsatheretrsined officers and men might, at some
futore date, prove most valuable t¢ the naval service.

De The Commander in Chief; U.5. Alantic Fieet conours with the
Task Force Commander in the conviction that very real and definite adveantages
heve accrued to the United States and t¢ ithy naval serviecs as a result of ths
conduct of zubjest operation, It is rocommerisd that & definite program of
navel operations be carried out anmuslly in eithsr the Aretic or the Antarcetic
reglons, Tha Arctic region would be prefersble in view of the much shorter

distence from U.S, ports.

Copyr tos A |
~CTF . H, P, BLANDY
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CONFIDENTIAL

for PEACE
o
NaAvY DEPARTMENT -
OFFICE OF THE CHIEF OF NAVAL OPERATIONS :
SAVINGS
WasriNcTON 25, D, C. BONDS

4 August 1947

SECOND ENDORSEMENT om

o °

r CTF 68/

A9/rdk Serial 0184 of

10 June 1947,

From:
To @

Subject:

1,

2e

Officer-in-Charge, Antarctic Developments Project,
1947,
Chisf of Naval Operations.

Report of Antarctic Developments Project, 1947,
(operation HIGHJUMP).

Forwarded.

It is thought that the next large Anterstic BExpedition

should be a joint Army and Navy Project, and it is so rscommended.




k-

CINCLANTFLT FILE UNITED STATES ATLANTIC FLEET

A9/( i )
0 5 2 5 CARE F.P.O., NEwW YORK, N.Y..

GORF IDRNTIAL 14 JUL 1947

W09 on

RSEMEN

68 oonf, ltr CTF 68/
A9/rdk Serial 0184 of
10 June 19457
Froms Commander in Chief, United States Atlantic Fleet.
Tos Chief of Naval Operations,
Vias 0fficer-in-Charge, Antarctic Developments Project, 1947.
Subjeot: Report of Antarctic Developments Project, 1947, (Cperation
HIGHJUMP) ,
1% Forwarded,
24 The Commander in Chief, U.,S. Atlentic Fleet considers that all

reasonable measures were teken, in the relatively short period available, to
adequately prepare the units assigned to the Task Foroe for the subject
operation.

3. It is noted that zll major objectives were acoomplished except
the oonstruction, at Little America, of a matted (marston mat) airstrip.
The construction of such an airstrip was intended to provide the means for
determining the feasibility of maintaining and operating whrsl type aircraft
thereon. The existing unusually severe ice conditions precludad acccmplish-
ing this projeoct, However, considerable experimental work was conducted and
the Task Force Commander believes that an acceptable technique was developed
for constructing such an airstrip on snow (neve) covered gle:ial ice per-
mitting the cperation thereon of aircraft using conventicnal wheel typs

larding gear,

bo Dus to the assignment of such a relatively large task force,
the FKavy now has available a large reservoir of polar-conditioned personnel,
In view of the increasing strategic importance of the Arctic, this ocompara-
tively largs mmber of cold-weather=trained officers and men might, at some
fature dete, prove most valuable to the naval service,

5¢ The Commander in Chief, U.S. Atlantic Fleet concurs with the
Task Force Commandsr in the conviction that very real and definite advantages
have accrusd to the United States and to the naval service as a result of the
sonduct of subjeet operation. It is recommended that a definite program of
navel cverations be carried cut anmally in either the Arctiec or the Antarctic
regions, The Arctic region would be preferable in view of the much shorter

distance from U,S, ports.
/%W%

Cepy tos
CT® 68 W. H. P. BLANDY
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should be a joint Army and Navy Project, and it is so recommended.
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BSEMENT on
ltr CTF 68/
A9/rdk Serial 0184 of
10 Juns 1947
Froms Commander in Chlef, United States Atlantic Fleet.
Tos Chief cof Naval Operations.
Vias 0fficer-in-Charge, Antarctic Devolopuwents Project, 1947.
Subjeots Beport of Antarctic Developments Project, 1947, (Operetion
HIGHJUMP) ,
1. Forwarded.
26 The Coxmmander iz Chief, U.S. Atlantic Fleet conaiders that all

reasonable measures were taken, in the relatively short period available, to
adegquately prepare the wnits assigned to the Task Forse for the subject
opsration,

3. It 18 noted that all major objesctives were accomplished except
the oonstruction, at ILittle America, of a matted (marston mat) airstrip.
The construction of such an airstrip wes intended to previde the means for
deternining the feasibility of maintaining and operating wheel type aircraft
therson, The existing unusually severe ice conditions precluded accomplishe-
ing this project, However, considerable experimental work was conducted and
the Task Force Commander believes that an acceptabie technique was developed
for constructing such an airstrip on snow (neve) covered glacial ice per-
mitting the operation thereon of aircraft using conventional wheel type
lmmg gear.,

he Due to the assignment of such a relatively large task force,
the Nevy now has available a large reservoir of polar-conditioned persomnel,
In view of the increasing strateglc importance of the Arctic, this compara-
tively large number of cold-weather-trained officers and men might, at some
future date, prove most valuable to the naval service.

5 The Commander in Chief, U.S. Atlantic Fleet concurs with the
Task Force Commander in the conviction that very real and definite advantages
have accrued to the United States and to the naval service as a result of the
oonduct of subjeet operation, It is recommended that a definite program of
naval opsrations be carried out ammelly in either the Arctie or the Antarctic
regions, The Arctic region would be preferable in view of the much shorter
distence from U.,S. ports.

C W
oPyct'.r?&s W. H. P. BLANDY
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From: Officer-in-Charge, Antarctic Developments Project,
To éﬁgg; of Naval Operations.
Sub ject: Report of Antarctic Developments Project, 1947,
(Operation HIGHJUMP),
le Forwarded.
Z e It ia thought that the next large Antarctic Expedition

should be a joint Army and Navy Project, and it is soc recommended,

R. E. BYRD. »-
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CONFIDENTIAL 14 JuL 1947

Hﬁ%mm on
™ oonf, ltr CTF 68/

A49/xdk Serial 0184 of

10 June 1947
Froms Commander in Chief, United Statss Atlantic Fleet.
Tos Chief of Naval Operations,
Vias 0ffiocer-in-Charge, Antarctic Developmente Project, 1947.
Subjects Report of Antarctic Developments Project, 1947, (Opsration
HIGRTUMP) ,
1. Forearded.
26 The Commander in Chief, U.S, Atlantic Fleet considere that all

rsasonabls measures were taken, in the relatively short period savailable, to
sdequately prepare the units assigned to the Task Foros for the subject
operation,

3. It 12 noted that all major objesctives were acoomplished except
the construction, at Little America, of a matted (marston mat) airstrip,
The construction of such an alrstrip was intended to provide the means for
determining the feasibility of mainteining and operating wheel type aircraft
thereon, The existing unusually severe ice conditions precluded accomplishe-
ing this project, However, considerable experimental work was conducted and
the Task Force Commander belisves that an acceptable technique was developed
for constructing such an airstrip on snow (neve) covered glacial ice per-
mitting the operation thereon cof ailrcraft using conventional wheel type

landing gear.

4o Due to the aseignment of such a relatively large task fores,
the Navy now has available a large reservoir of polar-conditioned personnel,
In view of the increasing strategic importance of the Arctic, this compara-
tively large number of cold-weather=trained officers and men might, at some
futurs date, prove most valuable to the naval service,

56 The Commander in Chief, U.S. Atlantic Fleet concurs with the
Task Foree Commander in the conviction that very real and definite advantages
have accrued to the United States and to the naval service as a result of the
conduct of subjeet operation, It is recommended that a definite program of
naval operaticns be carried out anmually in either the Arctic or the Antarctic
regions, The Arctic region would be preferable in view of the much shorter
distance from U.S. ports,.

Ccpy tos
C

S W. H. P. BLANDY
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10 June 1947,
From: Officer-in-Charge, Antarctic Developmsnts Project,
1947,
To : Chief of Naval Operations.
Subject: Report of Antarctic Developments Project, 1947,
(Operation HIGHJUMP),.
1. Forwarded.
24 It is thought that the next large Antarctioc Expedition

should be a joint Army and Navy Projesct, and it is 3o recommended,
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TASX FORCE SIXTY EIGHT

CTF68/19/Tdk U. S. Atlantic Fleet

Serial 0184 1C June 1947

CONFIDWNTIAL

From: Commander Task Force SIXTY EIGHT.

To : Chief of Naval Operations.

Via : Commander-in-Chief, U. S. Atlantic Flset.
Officer-in-Charge, Antarctic Developments Project, 1947.

Subject: Report of Antarctic Developments Project, 1947, (Opera-
tion HIGHJUMP).

Reference: (a) C.T.F. 68 Op-plan 2-46 dated 20 Nov, 19)6.

Enclosure: {A) CNO conf. serial 045P33 dated 26 August 1946.

{B) CinCLantFlt conf. serial 0568 dated 15 October 1946 .

1% The Antarctic Developments Project, 1947, identified by
the codeword ®"{JHJUMP®, was established by the Chief of Naval Operations
by Enclosure (a) dated 26 August 1946. This directive charged the
Commander-in-Chiet, U, S. Atlantic Fleet with the operational and
edministrative control of the project. Technical control was retained
by the Chief of Naval Operations and was exercised with the assistance
of Rear Admiral Richard E. Byrd, U.S.N. (Retired), who was designated
as Officer-in~Charge of the Project and who locally exercised technical
control while present in the Antarctic.

2. Operational and sdministrative instructions for the
conduct of the Project were issued to the Task Force Commander by the
Commander in Chief, U, S. Atlantic Fleet in a letter of instructions
dated 15 October, 1946, Enclosure (B).

3 Prior to the departure of Task Force SIXTY EIGHT for the
conduct of "Operation NANOOK" in the Arctic, July-September 19L6, the
Task Force Commander was informed that preliminary discussions were
being held regarding an operation to be held in the Antarctic during
the forthcoming winter. A2 a result some preliminary planning was
done by the staff during the operational period of ®"NANOOK"™ and, during
the latter part of the operation some of the key members of the staff
were returned by air to augment the planning staff which was being
assembled with the Rear Echelon at the Navy Department. However, full
scale planning did not begin until the latter part of September, upon
the return of the Task Force from the Arctic.

Le As eventually organized the Task Force consisted of 13
ships; 7 ships from the Atlantic 7leet plus the U.S. Coast Quard ice
breaker NORTHWIND on loarn from the Coast CGuard, and 5 ships from the
Pacific Fleet. Aircraft assigned were: - 6 PBM, 6 RLD, 2 .J2F, 2 SOC,

-1 -




CTF66/A9/rdk
Serial 018

CONFIDENTIAL

Subject: Report of Antarctic Developments Preject, 1947, (Opera-
tion HIGHJUMP),.

1 JA plus 4 H0O3S-1 and 2 HOS helicopters. Total naval and marine
personnel participating was slightly in excess of L700 officers and
men. In addition 8 U.S.Army observers, 25 civilian observers from
various agencies of the U, S, Government and 11 radio and press corre-
spondents participated in the operation,

5. The short period available for planning and preparaticn
required strenuous work on the part of all. Mlany of the ships were in
an inactive status and all were below peace time complements. All air—
craft required winterization and some alterations. Little time was
available for the training and indoctrination of the hastily assembled
crews of the shdps and sircraft, Much zpecialized equipment had to be
assembled and modified for the special conditions to be encountered,
espacislly that for the base at Little America. The departure date of
2 December 1946 could not have been met except for the splendid coopere-
tion of the various Buresus and agencies of the Navy Department and of
numerous commands afloat and ashore.

6. The objectives of the operation as specified by the
Commander -in-Chief, U. S. Atlantic Fleet were:

(a) Training personnel and testing equipment in frigid
LCNE8 .

(b) Consolidating and extending United States sovereignty
over the largest practicable area of the Antarctic
continent,

(c) Determining the feasibility of establishing, maintaining
and utilizing bases in the Antarctic and investigating
possible base gites.

(d) Developing techniques for establishing, maintaining
and utilizing air bases on ice, with particular atten-~
tion to later applicability of such techniques to
operations in interior Greenland where conditions are
comparable to those in the Antarctic,

(e) Awplifying existing stores of knowledge of hydrographic,
geographic, geological, meteorological and electro-mag-
netic propagation conditions in the area.

(f) Supplementary objectives of the 1946 NANOOX Operation,

-2 -




CTFE3/A9/ rdk

Serial 016l
CONFIDENTIAL
Subjsct: Report of Antarctic Developments Project, 1547,
(Operation HIGHJUMP),
Te Te accomplish these objectives the Task Force was

crganized ana tasks assigned as follows:

(a) TG 63.1 Central Group, Rear Admiral Cruzen.
¥OUNT OLYMPUS (TFF) 1 AQC

NORTHWIND (USCG) 1 WAG
BURTON ISLAND 1 AG
YANCEY, MERRICK 2 AKA
SENNET 18s

TASK: To establish a temporary base and slirstrip
in the vicinity of Little Mmerica, Antarctica,
trangporting and landing required materisl and
personnel., To conduct systematic long range air
exploration and associated operations, and to
carry out assigned projects for trairing naval
perscnnal, testing materials and amplifying
existing scientific knowledge cf the Antarctic,

{b) TG 68,2 VWestern Groug, Captain Bond.
7 UF)

1 4V
CACAFPON 140
HENDERSON 1DD

TASK: To conduct systematic air exploration of
assigned areas of Antarctica, stressing delinea-
tion of unknown or improperly charted portions of
the coast line, with shipa remaining outside of

the main continentel ice pack. To initiate opera-
tions in the vicinity of the Balleny Islands, and
to continue operations to westward along the conti-
nental perimeter,

(c) TG 68.3 Eastern Group, Captain Dufek.

TGF) 1AV
CANISTEO 140
BROWNSON 1DD

TASK: Seame as for the Eastern Group, except to
initiate operations in the vicinity of Peter I
Island and to continue operations to eastward
along the continental perimeter,

-3~




CTF638/49/rdk
Serial 01BlL

CONFIDENTIAL
Subject: Report of Antarctic Developments Project, 1947,

{Operation HIGHJUNF).

(d) TG &8.L4 Carrier Group, Captain Cornowell.
PHILIFPINE SEA 10ov

TASK: To transport 6 RLD airplanes to a position
north of Little America and to northwerd of the
main continental ice pack and to launch these air-
craft for flight to Little America.

(e) TG 68.5 Base Group, Commander Campbell.
Air Unit, Commander Hawkes
Temporary Construction nit, Commander Reinhardt
Emergency Base Unit, Lieutenant Wagner,

TASK: To establish and maintain during the Antarctic
summer a temporary base for approximately LOO person-
nel, and an airstrip on the Ross Shelf Ice in the
vicinity of Little America. To ccnduct systematic
outward radial air exploration of assigned areas

. of the Antarctic.con*inent. To establish an emer-
gency winter camp to accommodate 35 persomnel for
a period of fifteen months, for the conduct of res-
cue operations for aviation personnel forced dom
in the interior of the continent after evacuation
of the temporary base 2nd withdrawal of all ships.
(Note:~ This emergency camp was constructed and
equippzd, but not activated)

o The operational phase began on 2 December 1946, with
the departure of the majority of the ships from ports on the East
and West coasts of the United States, and was considered terminated
with the return of the Task Force flagship te ¥ashington, D. C. on
14 April 1947. Details or operations are containad in the narratives
of the Task Group Commanders and of the Commanding Officers of the
ships participating, annexed hereto,.

9 Had circumstances permitted, a departure date approxi-
mately two weeks earlier would have been advartagecus, particularly
for the Eastern and Western Groups. This would have permitted them
to profit by the comparatively favorable flying conditions that pre-
vail in the Antarctic during the latter half of December, Under the
unuvsually severe ice conditions existing this year in the HRoss Sea
it is doubtful if the ships of the Central Group could have reacned
Little America at a materially earlier date, However, had the icebreaker

-5 -
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CONFIDENTIAL

Subject: Report of Artarciic Developments Project, 1947,
(Cparation HIGHJUMP),

started a reconnaissance of the passage into the Ross Sea some two
weeks earlier it is quite probable that the passage of the unprotected
ahips through the pack ice to the Bay of Whales would have been facili-
tated.

10. Operations of the Bastera and Western Grouns in the
Antarctic were contimued as long as practicable. They wers termi~
nated at approxinately the date anticipated by the approach of the
winter season, with accompanying bad weather and shorter periods of
daylight. The Central Group was forced to withdraw from the base
at Iittle Amaerica two to three weeks earlier than anticipated, due 1o
the unusually heavy pack ice in the Ross Sea, with the consequent
danger of the ships being besset by consclidation of the ice floes
during an early freeze of the Ross Sea.

11. A1l ships of the Central Group suffered damage of
varying degree to hulls and propellers, none of which was serious
except for the loss of the MERRICK's rudder. This accident occurred
while the MERRICK was manceuvering in heavy pack ice with a wind of
epproximately 4O knots and while withdrawing from the Ross Sea. The
PINE ISLAND's propeller was damaged by ice and was replaced by an on-
board spare upon return to Panama., One PBM Seaplane and two HO3S-1
helicopters crashed and were lost. In addition one PBEM seaplane
was lost overboard from the flight deck of the CURRITUCK during heavy
weather.

12, There were seven deaths during the operation, Three
menbers of the crew of the PBM seaplane which crashed ard burned on
BIGHT's Peninsula were killed. In addition one of the survivors of
this accident had both legs amputated below the knee as the result
of injuriea during the crash and subsequent frostbite. One man from
the TANCEY was killed as the result of an unlocading accident at the
Bay of Whales. Two men from the Western CGroup were killed in an
automobile accident while on liberty in Sydney, Australia, and one
man from the MOUNT OLYMPUS was drowned in Panama. This latter man
was ovarleave and was attempting to aveid detection by swimming
back to the ship,.

13. With one exception, the major objectives of the opera-
tion were accomplished, Initial plans contemplated construction, at
Little America, of z matted air strip (marston mat) for use by air-
craft on wheels, This project was not initiated due to tne delay in
reaching Little America and early realization that tha severe ice
conditions encountered in the Ross Ssea would require evacuation of all
personnal and ships from Little America at & considerably earlier date

-5 -
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Subject: Report of Antarctic Developments Project, 1947,
(Operation HIGHJUMF).
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than originally hoped. However, considerable experimental work was

done along this line and it is believed that an acceptable technlque
has been developed for the construction of an airstrip on snow (nevé)
covered glacial ice, for the use of aircraft on wheels.

1, Much information of value to the naval service and of
scientific interest was obtained., Details of observations and results
are contained in various annexes to this report and in separate reports
made directly to the variocus Bureaus and agencies ¢f the Navy Depart—
mant and commands afloat. All data relative to geographical discoveries
and mapping, together with certain scieantific data, have been turned
over to the Hydrographic Office, Wasnington, D. C., for evaluation
and processing. It is estimated two years will be required to complete
this work and until this is done it is not possible tc assess accurately
the results or extent of this worke It is presently estimated that
1,500,000 square miles of the Antarctic continent were sighted, about
700,000 square miles of which were previously unexplored. Much of
this area was ccvered by aerial photographs. These figures are approx-
mate only and are subject te revision upon ccmpletion of the work now
in progress in the Hydrographic Cffice., Shirs' track charts and flight
tracks of aircraft from the various Task Groups are contained in annexes
to this report and give the general location of the areas covered.

15, Strictly speaking this was not a ccld weather operation
for severe temperatures were not encountered:. The lowest temperature
recorded aboard ship was minus 2 degrees Fahrenheit; at the base at
Iittle America minus 23 degrees Fahrenheit; and by aircraft in flight
nminus 4O degrees Fahrenheit. However the ability of naval forces,
with only limited special preparation, to operate in the polar regions
was demonstrated, and much information was obtained and recorded regard-
ing that type oif operations, The sclentific program was curtailed due
to the short period available in the Antarctic plus the fact that, of
necessity, priority had to be given to operational requirements. How-
ever, this was recognized prior to departure and the scientific programs
were adjusted accordingly.

16, The Task Force Commander i1s convinced that very real and
definite edvantages have accrued to the United States and to the naval
service from this operation. However many of these advantages will be
lost if there is no follow-up. It 1s recommended that a definite pro-
grar of iaval operations be carried out yearly in the Antarctic,
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CONFIDENTIAL

Subject: Report of Antarctic Developments Project, 19L7,
{Operation HIGHJUMP).

The size of the force employed and the scope of operations, of necessity,
must depend upon many factors, both naval and national. A small opera-
tion next year employing only the available ice breaker and pessibly
utilising some by the facilities which were left at the base at Little
America would be profitable and relatively inexpensive.

17. The strategic importance of the Arctic is today gensrally
recognized, and naval forces must be prepared to operate in the Arctice
The capabilities and limitations of operations in the Arctic,of farces,
ashore and afloat,must be determined by actual operations in polar
areas. The Antarctic is not now, and probably will not be in the
near future, strategically important. However, it does provide a
valuable testing ground where naval operations may be carried out
with a minimum of international complications.

18, The Task Force Commander wishes to express his apprecia-
tion of the outstanding work of the U. S, Coast Guard Cutter NORTHWIND,
and the fine service and loyal cooperation of the U, S, Marine Corps
flight crews and other liarins Corps personnel participating in the
operation, It is also desired to thank the observers from the U. S.
Army, U. S. Geological Survey, U. S. Weather Bureau, U, S. Fish and
Wildlife Service and the U. S, Coast and Geodetic Service for their
splendid cooperation and help.

19, The recommended distribution list for this report is
attached.
R. H. CRUZEN
- -
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Serial No: 065P33
CONFIDENTIAL 26 August 1946
From: Chief of Naval Operations.
To Commander-in-Chief, U. S. Atlantic Fleet.
Commander-in-Chief, U. S. Pacific Fleet.
5 Subject: Antarctic Developments Project, 1947.
1. An Antarctic Developments Prcject, to be carried out

during the Antarctic summer {January to March) of 1947 is hereby
established, This project will be identified by the code word,
PHIGHJUMP®,

2. The Antarctic continent covers an estimated area of
6,000,000 square miles. Geological opinion is that this area com-
prises a2 vast reservcir of natural resources.

3. Purposas of the Antarctic Developmenis Project, 1947,
supplement those of the 1946 Arctic Project, and include:

(a) Training personnel and testing material in the frigid
zones.

(b) Consolidating and extending United States sovereignty
over the largest practicable area of the Antarctic
continent,

{¢) Determining feasibility of establishing, maintaining
and utilizing bases in the Antarctic, and investi-
gating poasible base sites.

(d) Developing techniques for establishing, maintaining
and utilizing air bases on ice, with particular atten-

’ tion to later applicability of such techniques to opera-
tions in interior Greenland where conditions are com-
parable to those in the Antarctic.

(e) Amplifying existing stores of knowledge of hydrographic,
geographic, geological, meteorological and elsctro-
magnetic propagation conditions in the area.

L. Tentative plans for the project contemplate the establish-

ment of a base on the Ross Sea Shelf Ice in the vicinity of Little
America earliest practicable after navigation opens, the systematic
outward radial expansion of air exploration from this base, and in-

B ward radial air exploration by ship based aircraft from ships opera-

9 ting around the continental perimeter. Preliminary estimates indi-
cate that three task groups will bte required, cne composed of 1 AG
(Ice Breaker ,"Wind" class), 2 AK or AKA, 1 AN and two groups of 1 AV

Encl. (A) .
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(with PBM winterized aircraft) 1 DD and 1 AC. It will be necessary
that a part of the above be supplied by each the Atlantic and Pacific
Fleet, For planning purposes consicder that the AG and AN will be
provided by the Atlantic Fleet, one half remainder by each fleet. The
first group will be required in posi*ion on 180th meridian at the
Antarctic Circle by about 1 January, 1947; other two groups about

two weeks later, Coordination with cold weather operations of other
fleet units is also a possibility.

B¢ Technical control of this project will be retained by
the Chief of Naval Cperations and will be exercised with the assistance
of Rear Admiral Richard E, Byrd, U.S.N. (Retired), who will be designated
a3 officer-in-charge of the Project. The actual expedition will comprise
& task force of the U.S. Atlantic Fleet under the command of Captain
Richard H. Cruzen, now commanding Task Force 68 ir the Arctic., The
Officer-in~Charge of the Froject may participate in the actual expedi-
tion and locally exercise technicazl control, but tactical command will
continue tc te vested in the Task rorce Commander,

6. Commanders-in-Chief, Atlantic and Pacific Flest are re-
quested to submit earliest practicabile comment and specific recommenda~
tions for any ccordination desired with fleet cold weather operations.

7 Commands addressed in the distribution list submit by
15 September 1946, list of technical and scientific projects desired
to be undertaken, giving:

(a) Character and scope of project.

(b) Personnel to be accommodated on board shio and st base,

(c) Weight and space requirements for special equipment to
he instailed on board ship.

(d) Keight and space requiremants of material to be trans-
portsd to base,

(e} Priority.

8. Action addressees and distribution list are dir:cted to
implenment detailed plans as later promulgated.

9. The Chief of Naval Cperations only will de=l with cuiner
governmsntal zgencies, DUirect dealing between =zubordinate naval comuo—
nents is authorized. No diplomatic negotiations are reguired,
foreign observers will be accepted.

o
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Subject: Antarctic Developments Project, 19L7.
10. Available information indicates that one U.S.S.R,

government sponsored expedition is being organized for work in the
sub-Antarctic during the 1947 season and that one or more civilian
sponsored expeditions of other nationalities may also be present.

11. This project as a whole is classified CONFIDENTIAL,
but sub-projects will bs more highly classified if substance warrants.
Special precautions are enjoined to the end that knowledge of purpose,
scope and destination is limited to naval distribution and within
naval jwisdiction to those who need to know.

/s/ D. C. RAMSEY
Vice Chief of Naval Operations

Bncl. (A)




UNITED STATES ATLANTIC FLEET
CinClant File
AL/A2-22/( 0568 ) Care F.P.0., New York, N. Y.
15 Cctober 1946

CONFIDENTIAL

From: Commander-in~Chief, United States Atlantic Fleet,

To Captain R. He. CRUZEN, U.S.N., Commander HIGHJUMP
Force (CTF=68).

Subject: Instructions for Operation HIGHJUMP.

Reference: (a) CNO conf. ltr. serial 065P33 of 26 August 1946,
(b) CHO restr, ltr. serial LLLP33 of 2 April 19L6.

1. Under the tschnical control of CNC, plan and conduct

operations of Antarctic Development Project, 1947, identified by the
codeword “HIGHJUMP®,

24 The cbjectives of Operation HIGHJUMP are:
(a) Training personnel and testing equipment in frigid zonese.

(b) Consolidating and extending United States sovereignty
over the largest practicable area of the Antarctic
continent,

(c) Determining the feasibility of establishing, maintaining
and utilizing bases in the Antarctic and investigating
possible base sites.

(d) Developing technigues for establishing, maintaining and
utilizing air bases on ice, with particular attention
t0 later applicability of such techniques to operations
in interior Greenland where conditions are comparable
to those in the Antarctice

(e) Amplifying existing stores of knowledge of hydrographic,
geographic, geological, meteorolcgical and electro-mag-
netic propagaticn conditions in the area.

(f) Supplementing objectives of the 1946 NANOOK operation.

3. Upon activation of the HIGHJULP Task Force or at an
appropriate time, ships designated to participate will be ordered to
report to you for operational control, Release Pacific Fleet ships
to CinCPac and Atlantic Fleet ships to appropriate Atlantic Fleet
Type Commanders when no longer required or when directed by me. You
are anthorized to deal directly with CinCPac regarding matters con=
cerning ships from the Facific Fleet designated to participate in the

. > &4 =
Encl. (B)
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Subjectt Instructions for Operation HIGHJUMP,

operations; keeping CinCLant informed.

ke Make dates of departure and return such as to take maxi-
mum advantage of the navigable season in the intarctic. Operations are
to be terminated when weather and ice conditions render further opera-
tions unprofitable, It is not intended that any ship or aircraft re-
main in the Antarctic during the winter months.

S Utilize personnel, vessels, aircraft and equipment
placed at your disposal to best advantage and as directed by CinCLant
or CNO.

6. Consistent with facilities available and the general
conduct of opsrations, it is desired that you afford the maximum
opportunity to Naval, and other govermment agencies as may be approved
by CNO, for carrying out approved projects which will be of immediate
or potential value to the naval operating forces.

Te CinCLant desires that the exploration of the Antarctic
be pursued aggressively, having due regard for the safety of personnel.

8. Logistic support as required will be furnished primarily
by ComServlLant. Additional support may be requested from ComServrac,

9e No diplomatic arrangements are requirede. No foreign
observers will be accepted,

10. Keep CinCLant informed of the general progress of opera-
tions and of any unusual conditions encountered. Submit your final
report to CNO via CinClant, together with a recommended distrivution,

11. This project as a whole is classified CONFIDENTIAL, but
subjects will be more highly classified as substance warranis, Special
precavtions are enjoined to the end that knowledge of the purpose,
scope and destination is limited to Naval distribution and within
Naval jurisdiction to those who need to know,

MARC A. MITSCHER
Copy to:
CNO ComServlant ComMinLant
ComAirlant ComOpDevFor ComTraComdLant
ComServPac ComDsésLant  ComPhibLant
ComBatCrulant ComSubLant CinCPac

mncl. (B)
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COMMANDER TASK GROUP 68.1




Elements of the Central and Eastern Groups cof Task Force Sixty-
Eight departed Norfolk, Virginia in company on the afternocn of the 2nd
of December 19L46. This force consisted of the following ships:

CENTRAL GROUP

USS MOUNT OLYMPUS (AGC-8) - Task Force Flag (Rear Admiral R. H, Cruzen,
USN)
USCGC NORTHWIND (WAG-282) - U. S. Coast Guard Ice Breaksr

EASTERN GROUP

USS PINE ISLAND (AV-12) - T.G. 68.3 Flag (Captain G. J. Dufek, USN)
USS BROWNSON (DD=-868)

The trip to Panama was unsventful except for an unusually high
rumber of brsekdowns enroute, nearly all of which were due to inexperi-
enced engineering personnel. Upon reaching Colon, Canal Zone, on 7
December 1946, the ships passed through the Canal and remained in Balboa,
Canal Zone for two days in order to provide & leet liberty for all hands.
At Balboa the USS CANISTEC (A0O-99) and the USS SENNET (SS-408) joined
the Eastern and Central Groups, respectively,

All ships departed Balboa 10 December 1946, and course was set
for Antarctica, The following day the ships were deployed in line,
distance 50 miles, in order %o obtain soundings along the maximum
number of tracks.

Upon arrival at the 100th meridian west longitude on the 17th
of Decsmber both groups, with the exception of the NORTHWIND; fueled
from the CANISTEO, After fueling, the Eastern Group was detached and
directed tc proceed to the vicinity of Peter I Island to commence
operations in accordance with the operation plan. The CANISTEO,
although part of the Easterm Group, remained with the Centrual Group
and contimued with this group to Scott Island. The same afternoon
that the Eaatern Group left for Peter I Island, the SENNET and the
NORTHWIND discovered and developed a previously unreported bank having
a least depth of spproximately 167 fathoms. This bank was centered
in position Latitude 25° 10' S., Longitude 100° 50' W,

The Central Group continued on to Scott Island, fueling from
the CANISTEO once again while enroute. The first iceberg was sighted
the day after Christmas in position Latitude 62° 15' S., Longitude 141°
22' ¥,, and for the next two days the group passed through an area of
many icebergs. Scotit Island was sighted on the 30th of December and
a rendezvous was made with the YANCEY and the MERRICK, These two ships
had departed from the weet coast of the United States in company with
the Westarn Group. They had been detached by CTG 632 two weeks
Previously and directed to proceed to Scott Island independently to
rendesvous with the Central Group. Enroute they passed through the
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reported position of the Nimrod Islands (Latitude 56° 30' S., Longituds
158° 30* W.) in excellent weather. There was no evidence that these
islands existed in or near their reported position.

After the rendezvous on the 30th, both the YANCEY and the
MERRICK were fueled from the CANISTEO. While the fueling was in
progress, the NORTHWIND proceeded southward independently to recon-
noiter the ice packe The NORTHWIND, ballasted down, stood south
along the 180th meridian, passed through approximately 100 miles
of moderate, broken ice pack and then scouted 30 additional miles
by helicopter. Two well defined leads to the southward were dis-
covered., These extended as far to the southward as the eye could see.

As a result of this reconnaissance and due to the fact that
evidence from all previous successful passeges through the pack
indicated the most advantageous position to enter the pack was along
the 180th meridian or a little to the westward, it was decided to
follow the route indicated by the NORTHWIND's reconnalssance.

Upon completion of fueling, the Task Force Commander trans-
ferred to the NORTHWIND, and the Central Group headed south into the
ice pack. The CANISTEO was ordered to join the Eastern Group. About
20 miles scuth of Scott Island, the first pack ice was encountered on
the 315t of December 1945, in position, Latitude 67° L49' S., Longitude
180°, At that time the formation was in columm in the following
ordor: NORTHWIND, MERRICK, YANCE![, MOUNT OLYMPUS, and SENNET. All
that "night® and the following day this group continued its passage
southward with the pack ice getiing stesdily heavier, Tae ics changad
from loose, acattered pack about two feet thick and free of bergs to
close, neavy pack ranging from six to ten feet thick and containing
large pieces of shelf ice; through all this a winding, twisting course
had to be chosen. Large tabular icebsrgs were passed with increasing
frequancy. The speed of the group was reduced to about three knots
and the unprotected ships suffered some damage. The MOUNT OLIMPUS
bent 10 frames (forward, on the starboard sids), sprang a leak in the
bow, and bent two blades of her propeller. The leak was soon stopped
and the frames shored., The MERRICK opened a seam which let in 120
gallons of watar per minute but the ieak was soon brought under control,
The YANCEY sustained minor damage.

The second of Jamuary, 1947 found the NORTHWIND, MERRICK,
YANCEY, MOUNT OLYMPUS and SENNET lying to in « pool of water formed
by surrounding ice in position, Latitude 69° 18' S., Longitude 179°
L9 W. A conference of all Commanding Officers was called aboard
the NORTHWIND, It was decided to push ahead into the pack rataer
than wait for a possible lead to open in the ize ahead, as the posi-
tion of the ships was precarious due to the presence of large bergs
in the immediate vicinity. As soon as the conference vas teraminated,
the ships got underway on a southerly course and headed into the ice
packe. It was impossible to steer a steady course; only a general
direction could be maintained. Finally, about widnight, 2 small pool
was reached where the ships remained until the next morning, when a
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generally southerly course was resumed.

Progress during the morning of the 3rd of January was diffi-
cult, the ahips frequently became stuck in the pack and had to be
broken out by the NORTHWIND., Ice began drifting up on the deck of
the SEMNET and it bscame apparent that to continue further south-
ward with her, would seriously handicap progress of the large shiyps,
It was therefore decided to rsturn her to the north of the pack. The
NORTHWIND took the SENNET in tow, returned her to the pool of open
water that had harbored the formation the previous day, and proceeded
0 rejoin the remainder of the ships to escort them to a safe position
where they could be left while the NORTHWIND was escorting the SENNET
northward clear of the pack,.

Upon Joining the large ships it was found that thay were faszt
in the ice. Considerable time was required to bresk them out and
reform the column, The formation had not proceeded far southward
when word was received from the SENNET that the pool in which she
was lying was clceing rapidly and that she required assistance.

The NORTHWIND left the formation and rejoined the SENNET. After
extricating her from the ice, the SENNET was taken in tow and course
set to northward.

48 the rest of the ships =eemed to be in & comparatively good
position with some open water and no icebergs in their immediate
vicinity, it was decided to continue northward with the SENNET to
open watere

Some twelve hours later, on the morning of L January, word
was recsived from the administrative staff aboard the MOUNT OLYMPNIS
that the wind had increased to twenty knots, that the open water was
closing, and that two icebergs had drifted into tbhe immediate vicinity
of the ships. However, there was no open water in which the SENNET
could be safely left, so the NORTHWIND continued northward with the
SENNET in tow, Messages concerning the seriousness of the situation
of the other ships continued to arrive. By 1000 & pool of open water
was reached which would afford at least temporary shelter for the
SENNET. She was cast loose and the NORTHNIND set course to rejoin
the other ships at best =peed,

NORTHWIND made contact with the ships late on the afterncon cf
L Jamuary. All ships were fast in the ice and ummaneuverable, with
the YANCEY and MERRICK in an uncomfortable and potentially dangerous
position. Ccnsiderable difficulty was encountered in extricating the
three ships and reforming the column, but by midnight all ships were
enroute southwsard and escorted to an area free of icebergs and heavy
ice floes in Latitude 69° OL' S., Longitude 1799 L6' W.

The NORTHNIND again headed north to rejoin the submarine SENHET,
Shortly before noon, the SENNET was sightcd and again taken in tow,
Soon thereafter the pack becams locse enocugh for her to proceed inde-
pendently astarn of the icebresker. and she was cast loose. The NORTHWIND
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escorted the SENWNET as far north as 67° 30' S, where the SENNET was
detached, that area being clear of all pack. Uporn being detached,
the SENNET was ordered to remain in the vicinity of Scott Island to
carry out her tests and await further orders, The NORTHWIND then
headed south at best spsed to rejoin the other ships.

On the 6th of January 1947, at 0200 (XRAY) the NORTHWIND
rajoined the other three ships and an hour later the formation got
under'ag and headed gouthwest., At 0600 a clear area or pool (Lati-
tude 70° 11' S., Longitude,178° 23' W.) was reached and it was
decided that the NORTHWIND would proceed southward for futher recon-
naissance. The NORTHWIND departed alone, leaving the other ships in
the pool. She made her way to the southeast through heavy pack at
best speed, 6 knots, During the remainder of the day and following
night, six reconnaissance flights wsre made by helicopter. Later that
night, the NORTHWIND rejoined the other three ships and the formation
headed southward,

The NORTHWIND contimued steaming south with MERRICK, MOUNT
OLYMPUS and YANCEY. At OLOS on the 7th the pack became quite heavy
with evidence of considerable preszsure building up between the flices,
80 course was reversed to the rcorth. Shortly thereafter the MERRICK
became stuck in the ice. Th: NORTHWIND soon broke her out and the
force continued northward. At 0620 the MOUNT OLYMPUS was stopped by
the heavy ice and again the NORTHWIND came to the rescus. Finally,
at 0801 the large lake (70-11S, 178-23 W) that the formatiom had
left the previous day was reached and it was decided to wait there
until furthsr air reconnaissancs could be undertaken,

That afternocn the J2F, a single engine Grumman Amphibian,
was hoisted out and a reconnaissance flight was made to the south-
sast with Captain Thomas, Commanding Officer of the USCGC NORTHWIND,
as obeerver,

At this point, Task Oroup 68,2 was ordered to stoam sastward
and make long range reconnalssance flights in order to find ocut the
best possible way for Task Group 68.1 to contimue scuthward,

The next morning, two more flights were made with the J2F, ons
to the southeast and one to the scuthwest., Both of these flights
extended over one hundred miles to the southward and failed to dis-
closs any leads,

The NORTHWIND headed southward independextly, to test ice
conditions, After proceeding 17 miles and making one helicopter
reconnajssance flight it was cbvious that the formation could not
proceed southward, and the NORTHWIND returned to the lake arriving
there about 1130, January 9, 1947.

In the msantime, CTG 68,2 wus having 1ittle or no luck in
getting off & recomnaissance flight, His position was to the north~
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weat of Scott Island and the weather had been unfavorable for flying,
Since the NORTHWIND had found the weather sround Scott Island to be
good a few days before, CIG €8.2 was ordered to close Scott Island and
try to gst his flights off from there. The SENNET was ordered to take
station 200 miles east of Scott Island and act as a weather station
and alternate airdrome for the PBM's of TG 68.2,

Later that afternoon, the pool in which the formation was lying
to, started to close in. It was necessary to find a new pool so the
NORTHWIND got underway about 1800 and steamed five miles to the south
where a new pool was found. It was intended to move the formaticn to
the new pool but the MOUNT OLYMPUS was unable to get underway. She
atill had two leaks to repair and this could not be accomplished in
less than 12 hours. As a result of this, the formation remained in
the old pool until the following morming.

At 0300 on the 10th of Jamuary 1947, the USCGC NORTHWIND
got underway. During the night the ice had closed in around the
formation to such an extent that it was necessary to break the ships
out, By 0930 this had been accomplished and course was set for the
south to the pool that the NORTHWIND had found the day before. The
going was difficult and it was not until 1300 that all ships were
safely in the new pool - an average speaed of less than 1% knois had
been made.

That afternoon, the NORTHWIND made ancther reconnaissance trip
to the soutimward, leaving the rest of the formation in the pool. The
going was very difficult and by the time the NORTHWIND had proceeded
10 miles to the south the weather had taken a turn for the worse so
course was reversed to head back for the formation. When the NORTHWIND
rejoined the formation there were two PBM aircraft from Task Group 68.2
circling overhead. The weather grew steadily worse. The ceiling closed
in to about H0O feet and it started to smow., Both planes reported
icing and were dispatched for home, the USS CURRITUCK., A%t 2030 word
was received of their safe arrival,

On 9 Jamary, the U3S PHILIPPINE SEA flying the flag of Rear
Admiral R. E., Byrd, USN (Estired) Officer-in-Charge, Antarctic Develop~
ment Project, departed from Balboa and reported to the Comrander Task
Force 65 for duiy.

At 0600, Jarmary 1llth, the NORTHWIND go‘ underway and headed
south leaving the other ships in the formation in order to find the
best route southward. The going had improved since the previous day
and by 0830 a distance of 18 miles had been made good. It was then
decided to return to the other ships amd bring them south,

Task Group 68.1 continusd steaming southward until the 1llth,
Each succeeding day found the going a little easier. By the morning
of the 1lhth there were iarge strips of open water in which a fairly
good speed could be made. Unfortunately, the speed had to be kept
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below 13 kmots due to the KOUNT OLYWMPUS' ben%t propeller,

At 1300 on the 1lhth of January 1947, tiie Task Force Commander
shifted his flag from the NORTHWIND to the MOUNT OLYMPUS. The NORTHWIND
remained guide but the order of the column was changed to NORTHWIND,
MOUNT OLYMPUS, MERRICK and YANCEY. The course of the formation was
changed from due south to 140° T, heading for the Bay of Whales.
Occasional patchee of ice were encountered and also an occasional
iceberg. That evening, about 2200, Captain Thomas, USCGC NORTHWIND,
meds & helicopter flight and sighted the barrier ice bearing 140° T,
distance 20 miles from the formation.

Shortly after midnight, the NORTHWIND and the MOUNT OLYMPUS
were off Discovery Inlet; the YANCEY and ths MERRICK were ordered
to remain where they were and await the return of the cther two ships,
After a brief reconnaissance of Discovery Inlet, the NORTHWIND and
MOUNT OLYMPUS returned and ths farmation steamed eastward along the
northern edge of ths Barrier, At 0615 Lindbergh Inlet was passed
sbeam to starboard and shortly thereafter the entrance to the Bay of
Whales was reached., The entrance to the Bay of Whales had changed
from 14 miles wide, as found by the last expedition, to about 300
yards. From the outside 1{ seemed to be clogged with unbroken bay
ice, At 1000, the Task Forcas Commander shifted his flag to the NORTH-
WIND and proceeded into the Bay of Whales itself, the reat of the ships
remaining outside. Once inside, it was found that the Bay of Whales
itself had grown considerably smaller and that ice conditions there
were bad, In its present stats, the AKA's would not be sble to enter
and unload., It was nscessary to have the NORTHWIND break the bay ice
in the bay. The force would have to wait for a southerly wind to
enpty tha loose broken ice into the Ross Sea, A conference was called
of &ll Commanding Officers and they were informed as to the conditions
in the Bay of Whales,

While all this was taking place, back in San Diego the USS
BURTON ISLAND was getting underway for Antarctica. Consiruction bad
been speeded up so she was ready about two wesks ahead of schedule,
As she was urgently needed, it was necessary that she forego her
shakedown cruise and depart at once for Little America. It was ex-
pected that she would join Task Group 8.1 in the Bay of ®hales
about 9 February.

On the 16th of January, the Commanders cf Task Groups 68.2
and 68,3 wers ordered to direct the destroyer BROMSON eand the
tanicer CACArON to proceed in time to rendezvous with the PFILIPPINE
SEA prior to 1300 (XRAY) on the 25th. Upon arrival they were to
report for duty, transfer maill and supplies and the CACAPON was to
fuel the ships at the rendezwvous., All day the 16th and the 17th,
the NORTHWIND proceedsd to break ice in the Bay of Whales. At 0il5
on the 18th of January the YANCEY proceeded inside the Bay of Whales
and tied up to the ice, By 0345, she was secured and had commenced
to unload her cergo.
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The entrance to the Bay of Whales in January 1947 was & narrow
opening in the barrier ice sbout 300 yards wide. The barrier ice on
eithar side of the opening varied between approximately 70 and 100 feet
high. About two hundred yards inside the entrance, the western shore
line of the barrier recsded sharply for a distance of about a mile. The
eastern shore line continued in almcst a straight line to the very south-
oern extremity of the Bay. After receding about & mile, the barrier ice
gave way to tha bay ice which commenced to close the eastern shors line
in & gentle curve, giving the entire Bay the form of a lopsided ellipse
about a2 mile wide and s mile and & half long., Shipa were moored at ths
southern end of the bay. This ice continued southward for about 2 miles
where it geve way to barrier ice, which tc the layman resembled rolling
foothills of snow. Between this shelf ice and the barrier were a series
of preasure ridges that had to be crossed before getting onto the barrier.
The party that had gone ashore on the 16th of January had laid out the
gite of the new camp and the route that would have to be followed to get
to it. The new camp sits was on the barrier ice, about 1} miles from
the water and to the southeast of the bay. The rcute to it had been
chosen over that part of the pressure ridges that was easiest to cross.
In order to cross the main pre=sure ridge, it was necessary for the sea-
bees to bulld a bridge capable of bearing the weight of the heavy equip-
ment of the expedition., This bridge was completed by the morning of the
17th and by the time it was completed, the YANCEY had most of its trans-
portation equipment on the shelf ice.

At 1930 on the 19th of January, the MERRICK headed into the Bay
of Whales, and by 2200 was moored alongside the ice, astern of the
YANCEY. Unloading operations were started immediately. The following
day, the 20th, the NORTHWIND departed from the Bay of Whales enroute to
rendezvous with the carrier PHILIPPINE SEA in the vicinity of uzott
Island. The PHILIPPINE SEA which had left Panama on the 9th oi January
was due at the rendezvous point on the 26th.

While the YANCEY and MERRICK were unloadi g and the MOUNT OLYMPUS
was lying to outside, the construction detail under Commander Reinhardt
(CEC), USN, was busy laying cut the temporary tent camp and surveying
for the airstrip.

On 22 Jamuary the MOUNT OLYMPUS entered the Bay of Whales and
moored. The Norseman sirplane was unloaded onto the bay ice and towed
to the Base Camp. That day and the next, all three ships continued to
unload as quickly as possiple. The morning of the 22nd, Vance Woodall,
S2, of Louisville, Kentucky, age 17, was killed while engaged in the
unloading supplies for the air strip. He was riding on the yoke by
which a sheepsfoot roller was pulled, when the roller lurched due to the
rough surface and threw his hand against one of the testh. He was pull-
ed in between the roller and yoke and crushed. Memorial services were
held at 11,00 on Thursday the 23rd.

To the nmorthward, both the NORTHNIND and SENNET were steadily
steaming toward the rendezvous position in Latitude 67S, longitude 175W,.
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About the time that the MERRICK was tying up in the Bay of Whales, the
NORTHWIND and the SENNET arrived at the rendezvous. Three hours later,
the destroyer BROWNSON which had been proceeding from the Eastern Group,
joined them and at two o'clock in the merning the CACAPON from the West-
ermn (roup, came over the horizon. As soon as the CACAPON joined the othar
ships, ahe commenced fueling ti,e SENNET. While in the midst of fueling
operations, the carrier PHILIPPINE SEA, flying the flag of Rear Admiral
R. E. Byrd (Ret.) USN, arrived. All ships were now at the rendezvous
position as plsnned., The weather which had forced the PHILIPPINE SEA

to slow from her previous 20 kunots t.» days prior to the rendezvous, had
not improved and it was impossible to iaunch the six RLD aircraft that
day. While waiting for the weasther to i.prove, all ehips with the ex-
ception of the PHILIPPINE SEA were fueled from the CACAPON. The SENNET
was dispatched to scout the northern limits of the ice pack between 1&°
W. and 175° W., and provisions and mail were transferred between ships.

Suddenly, during the morning watch on the 27th of January, the
ice in the Bay of Whales started to crack. During the night the wind
hsd increased to 20 knots from the east south east. By 0700 there were
occasional gusts up to 45 knots and snow started to fall. The recall
signal wes sounded and once again the ships put out to sea. While
getting underway, the wind forced the MOUNT OLYMPUS against the bay ice
with such force that she sheered two rivets and opened & seam, star-
board side frame #86, letting in about 200 gallons of water per minute,
This was soor brought under control. Once outside they steamed slowly
into the driving snow, maintaining prsition off the entrance to the Bay
of mlaleao

On the 28th of Jaruary the weather abated somewhat, encugh so
that the YANCEY was able to stand into the Bay of Whales. Once inside,
the YANCEY found that conditions were not favorable so she hove to in
the bay to transfer men and supplies to the Base Camp. A8 soon as this
was done, she again stood ocut to sea. The following day, weathsr
conditions improved still more and the MERRICK was ordered into the bay,
to moor to the ice, which she did at midnight. Meamwhile, the Command-
ing Officer of the Base Camp reported that conditions on the arstrip
were suitable for landing aircraft. To the north, the PHILIPPINE SEA
had been lying to in the vicinity of Scott Island waiting for favor-
able conditions to launch the RiD's. Au 2330 (XRAY) an 29 January 1947,
the first two RLDis took off from the carrier bound for Little America.
Not only was it the first time that a plane as large as an R,4D had taken
off from a carrier but it was the first time that any airplane had ever
taken off from a carrier with a combination wheel-ski arrangement. In
the tirst plane, the Officer-in-Charge of the Antarctic Development
Project, Rear Admiral R. E. Byrd, USN (Ret.) was flying as obaserver,
The take—offs of the first two planes were successful and for five and
a half hours they continued their way southward. They passed over the
ice breaker NORTHWIND which had been stationed at the midpoint of the
flight. 8trong head winds were encountered all the way down. Finally
at 0500 on Jeauary 30th, they were sighted from Little America and at
0528 the first plane landed.
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As soon as ths news of the success of the first flight was
received sboard the carrier, preparations were made to launch the
rezaining four planes, The first plane of this group took off at
0800 and shortly thereafter all the remaining three were airborne.

The same strong headwinds were encountered enroute, About 200 miles
from Little America, the last plane ran into trouble. First its

gyro failed and it had to rely on its magnetic compass. The weather
had started to close in and the sun was no longer visible sc the astrc
compass was of no use. A short while later its radio stopped function-
ing and many anxious moments were spent by those listening both &t
Little America and in the PHILIPPINE SEA. At about 1332, the first
three planes of this group landed on the snow strip at Little Americu.
The fourth plane still had not been heard from, It was a great relief
when a few minutes after the second plane had landed, radio contact
with the fourth plane was made. They had been set to the west, and
the radar in the MOUNT OLYMPUS picked them up to the westward, and at
1106 they landed.

While the planes wsre enrcute to Little America, the MOUNT
OLYIMPUS stood into the Bay of Whales and moored to the ice. As the
last plane landed, the barometer was dropping rapidly. By 1600 the
visibility had changed from unlimited, an hour before, to a thousand
yards with intermittent snow, A%t 1650 the MOUNT OLYMFUS sounded the
recall and an hour later once more put to sea. It was necessary to
leave the MERRICK inside to weather out the storm as best she could
as she was in the midst of unloading. By the time the MOUNT OLYMPUS
cleared the entraiice to the Bay of Whales, the barometer had dropped
to 28%30.

The storm died down almost as quickly as it came up. Later
that evening the YANCEY was ordered to re—enter the bay, moor and
contimue unloading, The next day, the 3lst of Jamary, the MOUNT
OLYMPUS entered the Bay of Whaless to transfer personnel, and stood
out again, All that day and the next, she lay to outeide and finally
about noon on the 2nd of February she re—entered and moored along
the pertside of the MiRRICK, From the 2nd of February until the 6th
the ships of the Central Qroup stayed moored to the ice in the Bay
of Whales,

On the 6th of February it was agreed that the time had
arrived for the ships of the Central Group to start their way back
through the ice pack. If the departure were delayed longer, it
might mean that the entire Central Group would be caught in the
ice and have to winter over, which they were not prepared to do.

A1l day on the 6th, last mimite transfers of personnel and material
were made. At 1700 the Task Force Commander shifted his flag to the
NORTHWIND and shortly thereafter, Admiral Byrd left the MOUNT OLYMPUS
and took up his quarters at the Base Camp at Little America, There
he stayed, taking part in the exploration flights and assuming active
charge of base operations. At 1930 the ships of the Central Group,
NORTHWIND (Flag), MOUNT OLYMPUS, YANCEY and MERRICK got underway and
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stood out of the Bay of #Whales. After clearing the entrance, the
formation headed for Scott Island.

To the north, the USS BURTON ISLAND was steaming steadily
southward to join the Central Groug. The evening of the 6th in
Latitude 63° 38' S., Longitude 175° 30' W,, she had her first baptism
of ice. There she continued to the southwest encountering loose pack.
The pack did not change much on the following day but on the 8th in
Latitude 69° L' S., Longitude 178° 17' E., she encountered solid pack
ice. From there until clear of the pack to the south the going was
difficult,

The Central Group, steaming northward, found conditions in the
Ross Sea considerably improved, but with much new ice forming., FProgress,
however, was not difficult. Rendezvous with the BURTON ISLAND was made
at 0005 (XRAY) on the 10th, in Latitude 70° 1i;' S., Longitude 179° 02
E., After the BURTON ISLAND joined, the Central Group entered heavy
pack, still on a northerly course with the two icebreeksrs in the lead
clearing the way. For the next three days, Task Group 68.1 made steady
progress through close but well broken heavy pack. There were occasional
pools of open water but very few open leads. The weather during this
pericd was generally bad, with frequent snow fall and low to very low
visibility,

Cn 12th of February, when almost within sight of open water,
Task Group 68.1 suffered its worst ship casualty. That morning found
the group lying to in a small pool of open water, while the NORTHWIND
and BURTON ISLAND scouted for leads. By late afternoon, both ice
breakers had returned and all shirs proceeded through a well defined
lead, first to southwest and then to northwest. The wind increased
to about 30 knotw with gusts up to LS knots. -“hile proceeding throvgh
the pack, the NERRICK was forced to shear out of column to avoid some
heavy ice in the channel. By this maneuver the ships astern were also
forced out of column and became stuck in the ice. While manoeuvering
to fres the ships from this position, a strong gust forced the MERRICK's
stern down upon a heavy floe, breaking her rudder stocke Che was
taken in tow by the NORTEWIND, With no steering control in the ice
and high wind, she became unmanagesble and was cast off. During the
night the MERRICK drifted northward with the wind, while the NORTHWIND,
operating to leeward, cleared the ice from her pathe In the morning
the wind abated and she was agein taken im tow. The MOUNT OLIMPUS and
YANCEY after being extricated from the ice, continued northward with
the BURTON ISLAND in the lead. These three vessels arrived in clear
water on the morning of the 12th, at which time the BIRTON ISLAND
reversed course to rejoin the NORTHWIND and MERRICK.

By 1100 the following morning, all ships of the Cental Group
were clear of the pack.
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As soon as the Chief of Naval Operations receivsd the report
of the loss of the MERRICK's rudder, the fleet tug CHOWANOC was ordered
to proceed from Pago Pago, Somoa to0 the Antarctic and report to CTF 68.
By 20 February, it was apparent that this vessel could not intercept
tie NORTHWIND and MERRICK before these ghips would arrive in New Zealand.
Consequently, tha CHOWANOC was ordered by CTF 68 to return to Pago Pago.

From this time on, the Central Group ceased to act as a con—
certed group. The NORTHWIND towed the HERRICK to Port Chalmers, New
Zsa2land, accompanied by the YANCEY., Enrouve, & storm with winds of 70
knot velocity and very heavy seas was encountered, Further damage and
possible disaster was averted only by the superior seamanship of the
Commanding Officers of the NORTHWIND and MERRICK., Finally on the 22nd
of February 1947, the three vessels arrived at Port Chalmers, where
installation of a temporary rudder on the MERRICK's old rudder stock
was undertaken., Hepalrs were completed on tha 21st of March,1947,
at which time she depsrted for San Diego, California. The MERRICK
arrived in San Diego and reported to her fype commander on 12 April
1947,

The MOUNT OLYMPUS remained in the vicinity of Scott Island
while the BURTON ISLAND, with the Commander Task Force &3 on board,
steamed southward to McMurdo Sound., Drygalski Ice Tongue was reached
the morning of the 16th of February and MciMurdo Sound entered that
night, Once in the Sound, the weather became unfavorazble and the ice—
breaksr was forced to lie to for two days until it moderated. On the
20%th, the BURTON ISLAND's helicopter made a flight to Cape Armitage
and landed near the hut that Scott had built there in 1901, The hut
was in reaarkably good condition and after spending a short time there,
the helicopter returned to the BURTON ISLAND. That afternoon, a second
flight was made to photograph Scott's camp site. While making a landing
near the hut, the tail rotor of the helicopter was damaged and the plme
was unable to take off sgain. Ths crew of the helicopter found in the
hat a sledge that Bcott had used some 45 years before. The sledge waa
still in good condition. Using it, the crew returned to the BURTON
ISLAND over ten miles of ice, obtained the parts necessary %o repair
the tail rotor, and returned. Once back at the hut, the repairs were
made, and the helicopter flown back to the BURTON ISLAND. That same
afternoon, the J2F aircraft took off and an ice recomnaissance flight
of approximately 100 milas was made., The BURTON ISLAND departed
McMurdo Sound for Little America on 20 February.

The morning of 22 February 1947 the BURTON ISLAND arrived at
the Bay of Whales and commenced evacuating personnsl of the base
camp, Tha evacuation was completed and departure taken for Scott
Island on 23 February 1S47. The pack was cleared oa the 25th, and
on ths 26th rendesvous was made with the MOUNT GLYMPUS which had
remained in the immediate area since clearing the pack on the 13th
of February. The Officer-in-Charge, Antarctic Developments Project,
the Task Force Commander and the majority of base camp personnsl,
transferred to the MOUNT OLYMPUS, The BURTON ISLAND then headed for
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Wellington via Port Chalmers, New Zssland, and the MOUNT OLYMFUS for
Wellington direct.

On the 5th of March, the MOUNT OLYMPUS was joined by the
NORTHWIND. This vessel had been engaged in the collection of
oceanographic data since her departure from Port Chalmers. As
nany stations as possible were occupied and a survey of the Antipodes
Islands was made. Later on the 5th, the BURTON ISLAND got under-
way &t Port Chalmers and joined the formation the next day. The
three ships arrived in Wellington on the 7th of March, 1947.

The MOUNT OLYMPUS, NORTHWIND, and BURTON ISLAND departed
Wellington, New Ze2land, on 1, March, 1947. The MOUNT OLYMPUS sailed
direct to Panama and then to Washington, D, C., She arrived in Washington
on the 1llith of April. The NORTHWIND and BURTON ISLAND proceeded in
company as far as Pago Pago, Samoa. [rom there, the NORTHWIND sailed
to Seattle, Washington, by way of Pearl Harbor, arriving in Seattle
on 6 April. The BURTON ISLAND sailed direct to San Pedro and reported
to her type commander on 31 March.

The YANCEY left Port Chalmers, New Zsaland on 5 March, 1947
and arrived at Pago Pago, Samoa on the llth of March, where she picked
up cargo and a tow., She departed Pago Pago towing the YTL-153 on the
27th and arrived in Pearl Harbor on 1 April. A% Pearl Harbor, she
discharged her tow and her cargo and sailed for Port Hueneme, Calif.,
arriving there 2 May, 1947 and reporting to her type commander on 15
May 1947,
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RESTRICTED

INTRODUCTION:

This narrative is quite long. It is taken from a devailed
diary which tried to cover every form of operation as it afrected
the ccmmand. It is intended especially to show the importance of
weather in such operations -- in any naval operation, and periaps aid
the reader to understand a little more clearly, some of thne intricacies
involved in carrying out this most interesting assignment.

Task Group 68.2 started to take shape in late November 1946
on the West Coast, when U.S.S. CURRITUCK (AV 7) and U.S.S. HENDERSON
(DD 785) reported for duty in San Uiego, and the U.S.S. CACAPON (AO 52)
reported in San Fedro, all on the 20th. I reported on board CURRITUCK
on 27 November., The ships were busy over a holiday period getting gear
on board and trying until the last moment to fill the ships complement.
Personnel were obtained much in the fashion of more ancient sailing snip
days, although the crews were not recruited from grog shops and jails,
but on bended knee in staff persomnel offices. The only incident occur-
red when the HO3S helicopter almost cracked up when landing on board.
The pilot slid the plane off the edge of the platform. Fortunately
the wheel caught in the netting. The netting paid 200¢: dividend in 30
seconds.

We all cleared harbor independently on 2 December, between fog
banks. Our group alsc included U.5.S. YANCEY (AXKA 93) which sailed
from Port Hueneme. The U.5.S. MERRICK (AKA 97) was delayed until 5
December to load more pierced plank matting for the air strip. All
vessels proceeded expeditiously to their assigned tracks, 5O miles
apart on the great circle course to the Marquesas Islands and did not
sight each other until that rendezvous. Enroute all vessels were to
sound the ocean bottem to increase our hydrographic knowledgse of litile
known areas., The MERRICK and YANCEY could sound only to a depth of 250
fathoms, This was a definite limitation and emphasizes the necessity
for equipping such ships properly and sailing them on separate routes
if we are ever to properly chart unfrequented water areas and elimin-
ate many "existence or position aoubtful" notes now on hydrogiaphic
charts,

On 3 December received a dispatch from VI-3, advising against
installing skis on helicopters. The ski was prompted by imagining
what would happen if a 24 ton helicopter were to sit down, with its
small wheels, on a bit of inaccessible shelf ice and have a wheel go
through, cant the plane, ana wreck a rctor blade. ¥%e decided to make
plywood boards to place under the wheels if a landing was attempted
on the shelf ica. The rotors would be kept swinging until these
boards were placed by one of the crew.
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When opportunity presented we flew the HO3S; the pilots' skill
improved with each landing. When we went through the TUAMOTUS, it flew
for four hours, the pilot watching for coral reefs in the relatively
unknown area. This scouting gave a comfortable feeling to the navi-
gators and was of great aid.

On 4 December CACAPON wiped a main shaft bearing and slowed to
Iy knots, but was able to regain position by the time we reached the
Marquesas, Worked out an operation plan for this group. The bathyther-
mographs in CACAPON and HENDERSON were doing well. On 8 December the
CURRITUCKS! starboard main circulator bearing wiped, and slowed the
ship tc 94 knots for several hours until it was repaired. Also Davy
Jones came up the port hawse pipe and injtiated crossing-the-line
ceremonies, and goings-on commenced. Crossed the equator at 08LO,
9 Dscember, Straightened ocut communication problems with the flagship.
Cn 11 December HENDERSON fueled from CACAFON,

The advent of electronics has changed atoll navigation consider-
ably, Four ships all equipped with radars, a helicopter pilot talking
reassuringly, fathometers and sound gear, made it look easy, We picked
up the Marquesas' high wountains many miles at sea. The flat atolls of
the Tuamotus were a8 little closer before the radars bounced their waves
off the coconuts. It took the sonar equipment ¢f the DD t¢ pick up reefs
and beaches which were visually indicated only by green water when
uncoxfortably close, With electronic gear these islands are navigable
at night or in thick weather. The minimum depth through the Tuamotus
was 630 fathoms, Intering the Marquesas we raised a sea-mountain
®hogback® heretofore undiscovered, whose soundings rose from 1800 to
360 fathoms in a half hour and then zradually went down to 1800 fathoms.

On 12 December all four ships rendezvoused and passed through
the Tuamotus in fine weather. We noted an obvious seven mile error in
local charts and passed the information to MERRICK now 2 days behind
us., That afternoon we held tactical drills. The results were nct too
impressive, but not bad considering green crews and different type ships.
Detached YANCEY to join MERRICK, and TG 68.2 fanned out once more on
separate tracks to continue soundings, CURRITUCK and CACAPON remained
together during the night and fueled in driving rain and rough seas
next morning.

On 14 December picked up Tubuai Island 26 miles away on radar.
Somewhat to the navigators surprise he was right in position even after
no sights for two days. On 15 December our barometer readings of 30.15
indicated that we were in the south Pacific high. Temperatures started
to drop, the days got longer, and we started to prepare for the roaring
forties. Received dispatches from TFC advising that more survival gear
(including skis) was coming to us, and establishing limiting ranges of
operations for our utility aircraft.
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By 17 December we were at LO® south sunrise was at OL10, the
barometer 30,10, and temperature 61°F. The tender and desiroyer fueled
from the tanker. The tanker was then released to fuel MERRICK and
YANCEY. The CURRITUCK and HENDERSON once more fanned out cn assigned
tracks and bravely entered the fearsome fortlies. The weather, however,
continued most agreeable. The barometer gradually dropped; there was
rain and fog; the wind shifted to west; all temperatures continued
downward, We began to realize tnat the Australian and South African
weather reports would mean a lot more ta us than had believed probable.
Data were quite good and very extensive. We regretted we couldn't
help them with our weather reporis (orders from CNO). Incidentally, we
had good weather maps all ihe way across the Pacific.

on 19 December CACAPON was released by MERRICK to us. Task
Force Commander directed that all operational reports were 10 be
classified. When his attention was invited to the fact that if this
included aircraft it would hamper their operations considerably, he

1ster altered his original despatch to allow faster communications
and yet preserve security.

On 20 December CURRITUCK's steering compass took off, going
on & rampage for one hour, then settled down again. This was the first
sign of magnetic pole 1L0C miles southwest. We crossed the date line
and skipped 21 December. The barometer was 29,55, temperature L7°F,
more fog occurred but no gales, The next day (the 22nd) the glass
dropre @ from 29.50 to 29,00 and we couldn't help steeling ourselves
for a heavy blow, The weather continued nice, and the aerologists were
tearing their hair out. Apparently we went through a front that moved
at 45 knots. This isn’t aerological cricket where we COWe from. They
shortly develeped invo LS knot aerologists and the relative motion was
zero, ie., they licked the weather.,

On the 23rd, more strange weather - and here in the Antarctic,
weather is everything - weather and ice. The wind suddenly whipped
around from 16 knots out of the West to LO knots from SSE, and as
suddenly died down. The barometer rose from 29 to 29.70 but with
hardly any other climatic changes. Meanwhile the temperature nit
freezing and the injection dropped from L0° to 30°F. The magnetic
compasses Were NOow almost useless. They were not calibrated properly
in the first place and wouldn'®v help too much anyway 800 miles from
the pole. The HENDERSON rendezvoused and the tender checked ner RDF -
ard found it aimost useless. (Several days later we learned an old
ilesson all over again; our scientists had rigged a wire closed=loop
hoisting arrangement from the foreyard to the npper deck; when this
was replaced w’th lanyard, tne RDF behaved once more - and became
invaluatle.) At 1330 we sighted our first lcecerg. From then until
early Yarch, they were our constant companicns. I don't belleve the

N

radar screen was ever perfectly free of these nsilent sentinels of
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of the snowy south™. They were as much a part of the scenery as sky
and water. Held a TBS conversation with CO of DD before parting to
take up stations; talked on the subject of good operating areas; how
to scout the pack; fuel, etc. (I wish we could have mace a wire
recoraing ot that conversation between a couple of Antarctic tender-
feet, just before meeting the pack. Not a person in the entire task
group had ever been in the Antarctic before, and very few of us had
ever seen an iceberg or pack ice - and then only from a distance.)
It no longer became dark at "night". The sun set at 221 and stayed
just under the horizon. That meant no more star sights for many a
moon., Meanwhile the CACAPON had to slow cown in joining us because
of a blown boiler gasket.

The sun rose soon after midnight. Not much sleep this night;
it was all tocinteresting and spectacular - actually I believe thas
was the most interesting period on the entire trip. It was calm and
clear. The red sunlight striking the chalk-like tabular icebergs,
with their green and blue caves ana wateriines, made a color display
that was beyond description. We were to learn that this weather was
the exception and not the rule; we had beginner's luck. At 0100 we
"met the pack®; the situation looked like duck soup. We were hardly
rolling, We could throw the barometer over the side as any rela tion
between it and weather was a coincidence. No roaring of the torties,
nor screaming of the fifties and sixties, and now sunlight all day,
and perfect calml It was too good to be true. We dstached the
destroyer to proceed to station 300 miles west and scout the pack
enroute, Then we headed west ourselves, as we were still far from the
Balleny Islands, and the pack was further north than we'd been led to
believe it would be,

At 0730 the day betore Christmas we commenced our first opera=-
tion, It was like taking candy from a baby; but we had no weather
stations to our westwara yet and so we made no grandiose plans, It
was a pretty rusty job - getting that first plane over the side. A
little practice on the way south would have helped considerably., It
took until 1215 to get our first plane into the air. By this time it
was getting overcast ana we sent the plane to the Northwest to investi-
gate this weather. In an hour he ran into icing, snow and low ceiling,
and returned to the ship. On the way he photographed an iceberg with
a laxe on top, in which floated some "little" icebergs. The ship
rolled 2° while hoisting in the plane which was almost catastrophic
to a beginner. By March this condition would be considered almost
ideal. Our pilot tested his equipment and we learned that the Sperry
electric gyro, upon which we depended so heavily for our navigation,
was precessing badly. In the afternoon, to our surprise, along cams
the HENDERSO!N from the east. She had been caught in a cul-do-sac- and
we had passed her during the morning. She now, elmost sheepishly,
continued westward, We also flew our HO3S this first day. As the over-
cast moved in we got our first view of the iceblink over the pack
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(without low cloud layer there is no iceblink). By supper time, all
hands were somewhat exhausted; it had been a long and exciting day.
Now it was Christmas Eve, and we rigged trees, arranged presents, and
the Chaplain held divine services in a very cold hanpar, At 223} the
sun set; there was a low overcast; whales spouted all about us; there
were many silent snowy petrels flying about. Thus ended our first day
in the Antarctic.

On Christmas Day the barometer dropped from 29.50 to 29.10.
Snow, fog, and low ceilings closed in. Ve spoke a Jap whalechaser,
FUMI MARU #3, who came silently out of the fog from the west. This
was our first contact for quite a while, She was about LOO tons,
wooden; and flying the "MacArthur flag", something new on the high
seas, Shortly thereafter we intercepted a weather report on 500 Kcs,
and learned it was from the Jap whale factory; from then on we inter-
cepted and forwarded these reports to the Task Force. They proved to be
quite accurate and invaluable aids to us. The fog formed clear ice on
our rigging., The destroyer 1s getting a little worried about her fuel =
she is down to 112000 gallons. I beliews she feels rather lonesome.

The CACAPOM reported her oport pinion gear bearing wiped, and is
making 6 xknots. We had a bit of a scare with our HO3S today when we
were shrouded by a heavy fog bank shortly after he had taken off. We
recovered him, but we learned (1) you can't spot a helicopter over the
icepack on radar, (therefore we decided to install I¥F in it) (2) It
is not an instrument flyer (3) It should have an astral compass (L) It
cannot land on these ice floes - they aren’t large enough; (an iceberg
might be used, but none were in sight just then). Therefore, the
Reggbeater® should be used only in contact weather,

We put the other PBE over for test flight in ¢6 December; rendea—
voused with the CACAPON, and started to repair her radar which was
broken down. The FBM rehearsed the contrclled approach system. The
hoisting operations were greatly improved. Next day, continued fog
and low overcast. ‘he tanker's radar and bearings were repaired.
Meanwhile I had called the destroyer in, and had a bad time finally
making the rendezsvous. The RDF had to be used and soon became most
endeared to us., Navigation, with a moving ice pack, unknown currents,
low overcasts and fog, is a guessing game, We started using bubble
octants with some snccess. We learned that in case of a rendezvous,
establishing it at the edge of the ice pack eliminated much guess-
work., We used the PBM RDF's on the tantall to check the ship's RDF -
and they were quite accurate. At this time we discovered the afore-
mentioned closed loop on the foreyard, and i1ts removal restored normal
RDF operations. To make sure, the AV compensated her RIF on the LD
as it canme over the horizon, through the solid fog, checking against
the radar. The DD finally arrived in our vicinity in the late after-
aoon with whistles blowing. She was ordered by TBS to fuel from the AO,
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This was done entirely by electronics, as she did not sight the tanker
until she was several hundred verdc owsy, Fueling was accomplished by
the alongside method., We tracked this entire display of electronic
seamanship by radar, The only trick is to be able to distinguish a
tanker from an iceberg. I ordered the DD to lend an ETM to the AO for
a month, and a good thing it was.

On 28 December 12d the CACAPON in toward the pack for fueling,
Abcut this time we calculated our needs for fuel. Informed TFC that
it would be a close call as our oiler would have to fuel the PHILI}PINE
SEA later, Our radar can now pick up the pack at 4000 yards, and
jmproving., By this time we realized the tremendous importance of radar -
ALL radars - and sufficient expert men to keep them running. We were
beginning to learn all manners of things about our planes. I wrote up
a new air annex to my Op Plan, %o agres with TFC's instructions on
operating PBM's over the continent. Our weather ships (the DD and AC)
were sending in nice weathor reports every 3 hours; things were shaping
upe

We learned that the pack was receding, and that it changes its
outline continually while moving westward because of SE prevailing wind
and current.

One question puzzled us; how much light is necessary for
photography? In other words, how low aay the sun get before we must
turn off the cameras. {his governs the time of planes taking off and
staying on station. At present we weren't worried at the ship, for
we could operate 2L hours a day.

Sent a dispatch to my group with pointers on "boating in the
antarctic?: how to equip boat if a danger exists of separation in fog
or storm; course to steer to reach ice pack; recall signals; radio;
duties of the boat officer, etc.

The fog persisted from the first beautiful day ol our arrival
for the rest of 1946. At first we thought this was general weather
for that area; later we learned that we were located all this time in
a very large ice bay -~ we were surrounded on three sides by ice pack,
and the fog was advected over the water after being formed by cooling
of the air over the icepack. Had we moved north, east, or west some
20 miles we'd have found much better weather and probably been able to
fly.

By this time we had learned that our operations were limited
by: (a) icebergs and pack ice (b) brash ice (c) swells (d) wind chop
(e) visibility (f) ice-forming precipitation. Our means of getting a
plane home from a flizht were (a) RDF bearings {b) ADF in the planes
(c¢) radar (d) YE/YG (e) visual sigh*%ing of edge of pack and following
vast or west until mesting ship. 1f there is a high overcast, the sun
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(or astral) compass is useless; if there is a very low undercast or
fog, drift cannot be taken and the ice pack may be missed, unless
spotted by plane's radar. nith our Sperry gyro compasses precessing
badly and the magnetic compasses useless the situation was none too
good, Ourplars tried to anticipate every emergency, and as a last
resort, in case planes returnea in bad weather, they could (a) land
by GCA (controlled approach) (b)land in the clear near to ship as
possible and ship steam toward plane (c¢) land at alternate airdromes
(destroyer or tanker, both of which were equipped to fuel, care for,
and tow PBLi's), If the water became very rough, it was plar ed that
the plane (a) land in lee of ice pack or large berg (b) land in a
slick prepared by the tender steaming at 16 knots (c¢) use alternate
airdrome.

Other questions to decide were: whether the PBM's should fly
above or below the overcast, and what to do about icing on the planes,
We learned quickly that it was best to go right up through the clouds,
which are usually relatively thin layers, accept the icing -~ for which
the plane is equipped - and get on top where the accumlated ice
evaporates and the astral compass can be usede

The ship is covered with ice, all over the rigging, lines and
antenna, It has to be broken off tlis heliccpter rotor blades and the
PBM's, As the old year closed out we got news that the Eastern Group
had lost George One.

The new year found us in latitude 64-17S, 161-14E, Here we
really got our first operational flight into the air., Our first "wedge®
of cold air moved in on us, between lows. At 1100 decided to move
east, where it looked better. The ceiling lifted. We sounded flight
quarters, and at 1317 hove to and began launching operations., The
first plane got oft but the second vlane was remmed by boat and nhad
to be hoisted back on board., e th@n again moved east. This was our
first lesson on how to find good weather ~ move east with it when it
comes, The communications witn the plane were very poor - it was
still required to encode weather reports and positions. The plane
was tracked out 120 miles on SK radar, Also our RDF tracked to with-
in 1°, At about 19L5 we met snow flurries, then light scud at 300'-
100', Since the sun was getting tco low for good photography, the plane
was recalled. At 2030 hove to and received plane. The plane reported
heavy precessing of all directional gyros. Found the Balleny's half
exposed and photographed them and zlmost reached the ccntinent before
it was recalled, This flight helped restore pilots' confidence; which
had been shaken by the loss of George One.

A new angle to weather reporting; the aerologists reparted that
the New Zealand and almost all Australian stations shut down weather
reports apparently as a result - or in anticipation of New Year's
celevration, They simply said "We're shutting down" and that was all,
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Launched the HO3S for a flight of several hours to investigate
the pack. He reported great difficulty seeing us from 900' while we
saw him plainly at all times.

CACAPON sent in a careless weather report and omitted another
report. This threw our aerologists into a spin. We informed him of
the necessity for accurate reports, From then on they were fine,

We flew the next day. Both planes got into the air, The
first one tried to go in under the overcast, and had to return. He was
going to land, but I ordered him through the overcast. Once both planes
finally went up through, (after some coaching) the situation straighten-
ed out, and everyone feit much happier. Both planes flew to the Ballenys
and from there they proceeded to the coastline. The coast was souped
over and no photos of value were taken. The instruments are still not
doing too well; so no flying was done inland. Many new mountains were
seen and the boys are beginning to get the spirit of exploration. I
sent a dispatch to HENDERSON to reduce fuel expenditures as far as
possible without discomfort. He answered that he would cut out another
boiler and steam on just one at three knots when not too near the ice
pack,

When the pilots saw the photos they got over the Ballenys, their
entisiasm picked up still more, and they took a great deal more interest
in their job.

On the 3rd, HENDERSON reported an acute appendicitis case and
started tfor the CACAPON which also started toward the DD, Each ship
was ignorant of the other's position and had to do a little communica-
ting to find this out. Hereafter all posits were made info of the
rest of the task group., The two ships met during the night in foggy
calm ard transferred the patient., Then the DD refueled from the
tanker, and returned to her station.,

We noticed some strange light effects abcut us. Under certain
conditions icebergs look exactly like land. This occurs not only when
the berg is silhoustted but also under certain conditions of overcast
and directicn of the light., The caves look precisely like earth., Time
and again whale spouts were reported by lockouts as black smoke.

We decided to keep the time on mimis twelve zone; thus as we
move west this should ksep sunrise just about right for hoisting out
aircraft.

At various times we were surprised to find penguins many miles
from the ice pack. Several times we saw them on bergs apparently
floating to the northward, and our hearts bled for the little beasts
which, we figured, would eventually be reduced to fighting for parking
area on a piece of ice the size of an orange crate somewhere well to
the north. Ve learned later that these remarkable creatures can exist
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happily hundreds of miles from the closest piece ot "dry" ice, or land.
Tney are truly more tish than fowl.

The electric gyros are even more disturbing, On a bench test
one precessed 32° in one hour. Examination revealed that the leads
were apparently reversed. A check with the same gyros on the SOC's
wiring disclcsed that they functicned perfectly. The leads were
corrected on the bench tests and the gyros ran properly. Lthis handy
bit of information was sent to the LEastern Group, all ocur leads were
corrected, and our troubles ended. Buher was informed of this mistake
which was apparently made at A%R Norfolk.

Another bubble of polar air overtoox us on the afterncon of the
Lth, and we launched planes. Another lesson was learned at this time -
if there is a chance of flying the planes should be kept warmed up.
When we finally decided to fly, i1t took two hours after tiight quarters
were sounded to get the first plane warmed up and over the side. This
time it was scuped up over the Ballenys and the planes went directly
to the continent, and started mapping in earnest. On this trip we
started the reterence point system of position reporting. A point was
selected on the map as point "Y" or "Z® and the plane simply sent in his
bearing and distance from this point along with his course and speed.
'This was very simple and rapid, was easy to plot and convert to lati-
tude and longitude, and transmit in code to the rest of the Task Force,

The planes reported some new troubles on this flight, For one
thing the altitude was giving them trouble. Even with oxygen, flying
at 13000' is very uncomfortable. The PhoM's are all thumbs in changing
magazines, The pilots seemed to be more than ordinarily fatigued.
Communications were poor-apparently the assigned frequencies are not
gead. The frequent posits and weather reports seem to take all tihe
attention of one pilot. The navigetors are unhappy aboutv the gyros
which are still uncorrected and give them trouble thus requiring
frequent astral sights to compensate for the Sperry. But we're down
here partly to find out these very things.

On the 5th I decided to make the flight with Lt, Comdr. Bunger.
Every item I carried on that trip, from flying boots to parka and hood,
was government issue - even including bridge work. Everything was good
stuff. The flight was. a routine affair outwardly, but it was hardi te
forget the tremendous strides between the Wilkes kxpedition of a
hundred. years ago and this comfortable flight with all the enjoyments
of home., The acme of the experience came when I bit off a piece of
nicely cooked steak, looked over the sids, and discoverea a brand new
glacier, never before signted by man.

Along the Centinent we noticed an "inland waterway" extending

as far as the eye could see., OSometimes it was & few hundred feet
wide, sometimes several miles wide. This suggested an easy looking
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means of surveying the coast by icebreaker. It was most difficult to
tell where land began and sea ice ended. Sometimes a tidal crack
would show up some distance inside of where the coast was thought

to run., The radar altimeter was not able to differentiate the rise
of terrain under us too well, due to 1ts srall scale reading and
because of change of barometer affecting the pressure altimeter, as
we get away from the ship. I'm afraid it will be a difficult task

to determine the position of this coast line with any accuracy less
than several miles 1t best. A megnetometer survey may sventually, be
necessary, as well as close-in coastal survey by ship.

The charts furmished on this trip were practically useless
for navigation, They were used only as plotting charts. All flights
were plotted only by positions determined by dead reckoning from the
ship and by occasional celestial lines ot position in flight. In
some cases when the ship was close to the coastline, the ship's radar
tracked planes over the coastline a limited distance and thus deter-
mined their positions somewhat more accurately. Benchmarks along the
coast of Antarctica are very few and far vstween.

The visibility hers is phenomenal. It was usual to see one
hundred miles of "coast" in each direction, and with glasses we
could see mountain ranges 200 or 300 miles away. Yet as a whole, the
terrain was featureless; to seaward was the loose pack, water and ice,
with occasional large in-ice lakes; the amount of ice thickened as it
approached the continent, untit it reached the "inland waterway"; then
large fields of solid ice occurred; then perhaps some tidal cracks;
old icebergs scattered over the ssa area, surrcunded by various types
of pack ice; then the doubiful area where the surface rose gradually,
Not until a nunatak or mountain was sighted were you sure it was actually
land., The ice cap rose gradually, and we never were able to determine
where or if it stopned rising. We penetrated to places where the
altitude of the icecap was 9500' and still rising.

With such a landacape, it was difficult to determine where ona
had flown on the reverse track along the coast; we were suppcsed to fly
on tracks 20 miles apart, but it was virtually impossible to tell when
one was 20 miles from either the coast or the prasvious track, In fact,
it was hard to tell where we first started our coastal mapping flight.
On this flight, it was merely a matter of dead reckoning navigation
and noting a certain distinctive grounded iceberg obstructing part of
the inland waterway, noticed several hoWrs previously, near the
coumencement.

The wind shifts were not apparent and were somewhat unexpected;
these threw off our navigation a bit. The effects of katabatic winds
were noticed on the surface as rolling puffs of snow, and soon the
surface began to become guite indistinct as the wind built up, and snow
began to fly far below us., Then it got a little turbulent aloft, and
a drift sight indicated a biz change in drift.
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A1l hands were very busy in the plane; no place for duds in
this business. There was hardly time to eat or cock. To add to the
excitement, the relief tube froze up for one crew number, in the very
middle of its use. This was not funny,.

Upon return the Ballenys seemed pretty clear., Although the
sun's elevation was only 3 degrees we decided to photograph the
islands. By the time we'd compieted the last island (we shot only
half of the group) the sun was a bit lower, and some of the shots
were directly into the sun. The pictures all camne ocut beautifully,
with plenty good long shadows. The moon was just above the horizon
to the north at this time.

At the ship tiHe plane descended through a layer of icing cloud
and landed in the relative darkness beneath, at 25 minutes past mid-
night., e had now mapped the coast from Smith Inlet teo within sight
of iawson's explorations near INNIS glacier.

The communications problems are approaching solution, especially
since CTF 68 in a dispatch, allowed us to use some better frequencies,

Hers TFC ordered us not to proceed westward, as we had planned,
as he might reguire us to scout, the ice pack for his group, which was
locked in the Ross Sea ice pack. Also he told us to conduct operations
with greater fuel economy., 'fe had recently instituted these measures,
and fuel expenditures henceforth dropped rapidly. e lay to, awaiting
furither instructions.

At 0820 6 January we headed eastward at 10 knots to he avail-
able in case TFC needs us. At this time we started giving thought
to the possibility cf a PBY losing an engine while over the icecap
well inland. This was discussed with pilots, and it was decided that
the best procedure would be: (1) to keep plane's chart marked with
mountain passes, glaciers and other low areas, so as to be able to
avoid flying over mountains on return; (2) note open water near coast
for emergency landings; then if in trouble, pilots can head for nearest
water; (3) keep high altitude over the ice cap, to give plenty time tor
jettisoning, feathering, dumping gas, and thus get over ccastal mountain
ranges; (L) dump just enough gas to reach cvast, if necessary, and land
in open water; (5) use radar to locate water, if there is an undercast;
(6) if landinz in coastal waters taxy up to large solid floe, facing
east to get lee from prevailing winds, pad tne bow well, get lines out
to dead men on ice; drain oil and keep warm; watch out for drifting
ice; rig engine warmers /[if available); locate engine trouble and radio
base s0 as to effect repairs; set up antenna on ice for communications,
A rescue plane could land and secure to same floe; repair engine if
possible; load JATO's; transfer gasoline by handy-billy; bring a boat
if necessary for work, and bring elso engine heaters.
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Each plane carried single engine performance curves, and a
Jettison bill was made up and kept posted, so crew would know what
to dump, and in what order,

Pilots were instructed to study glaciers as they flew over
them to ascertain if their crevasses would indicate the direction
of flow - in case plane had to tollow the glacier down to the sea in
low visibility.

As our aircraft radarmen pick up proficiency, they get some
fine results with their sets. They are able tu pick up not only land
as distinguished from ice pack, but open water lakes and large leads.
Later they were able to discern the edge of the ice pack, and finally
to distinguish ships from icebergs. They were also able, to a certain
degres, to teil if a water area were fres from growlers.

At 1355 on 7 January we crossed the Antarctic circle at 171°%E
sveaming southeast at 10 knots, still awaiting orders to assist central
group, Madse all preparations for this work. Both tanker and destroyer
were left on their previous stations, well to westward, to conserve
fuel, Just when it was too late to fly that day we received a dispatch
from TFC tc launch planes to determine depth of ice pack along 180th
reridian, make summary of ice conditions, locate open leads, and if
possible lock at Bay of Whales. Upon receipt of this message we raised
speed to 15 knots. The aeroclogist estimated a cold front to lie to
southward of us, and advised tha% we cross this front before launching.
Requested weather from KOUNT OLYUPUS and SENNET, and statea "We will
launch earliest®, TFC stated no urgency for recce, be sure conditions
wers favorable, We stgyed to westward of SENNET so as to spread our
weather stations apart and have an alternate seadrome. The SENNET's
weather reports we ‘s initially unsatisfactory. Their importance to
us was pointed cut and from then on their reports were perfect, much
better than we expected a submarine could do.

By now we had learned that best ailrcraft communications were
obtained by using LLL kcs out to 350 miles, then shifting to 6430,
After this system was adoptad we rarely lost touch with planes.

We received a dispatch from BulAer which corroborated our find-
ings that the Sperry gyro ieads were reversed. The gyros had been turn~-
ing backward all this time., A very heartening “well done™ was received
from Admiral Byrd, for surveying coastline. This was passed on to
Task Group. No sunset tonight.

Comments on requirements for future meteorologlical ailds to
flying here: (a) complete waather service from Australia, New Zealand,
etce to track incoming lows and fronts (b) local ships' weather reports
used to maximum including whalers (c) In-flight weather reports from
aircratt (d) Steaming towara good, or away rrom bad,weather - usually
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eastward (e) Weather recco plane in direction of oncoming weather -
usually to the northwest.

About 1500 8 January, things looked up. Good weather was
reported over centralgroup. It was decided to launch planes. The
first plane made a recco flight to NW. He very quickly ran into
towering ceilings and scud. The wind shifted to north. B-l remained
in the vicinity for a further look at the weather. Meanwhile B-3
porped an oil seal as a result of starting up too cold. and threw oil
over everything. It took % hour to replace this oil seal. This caused
a revision in our warming up process which resulted in smoother work
in the future. The SOC was launched to act as weather recco plane in
case PBl's were sent ove the ice pack. All equipment including gyros
is now working well and pilot confidence mounting.

The CURRITUCK was able to talk with MUOUNT OLIMPUS at times on
3265 voice, over 200 miles of ice pack. The decision to keep the PBM
near the ship was fortunate. Hoisted him con board at 2015 and very
shortiy the ceiling was almost on the water., The pilot reparted that
the magnetic compass was behaving quite normally since we had moved
away from the magnztic pole a few hundred miles,

The weather continued foul all day Thursday with a solid soup
from 200 feet to 10000 and plenty of ice therein, The front is hanging
right over or near us. We received a dispatch from TFC aggressively
to reconnoitre the ice pack, as prudence dictates, between 170 E and
170 W, to establish North and South limits of the pack, and to investi-
gate a possible route for his group. Plans to comply with these
instructions required one flight of 1085 miles and another of 1150
miles, Equipped planes to take high altitude trimetrogon pictures
with very little overlap and to use radar photography in case of fog
or very low undercast,

Meanwhile the HENDERSON had her weekly medical case and started
a dash tor the CACAPON. He was ordered to fuel once more, and return
at most economical speed,

We received a dispatch from BuOrd that our JATO's are not to
be used for cold weather operation, Since this would simply mean no
more operations, I sent back a dispatch explaining our position, our
care in mounting JATO's and requested permiselion to continue their
use - and meanwhile continued using them.

It was noted that boats in the water cause some interference
with radio. They need spark suppressors., Radio sonde is also on the
same frequency as TBS and causes interference. Incidentally, we used
radio sonde to determine the thickmess of cloud layers above us so as
to know how much icirng our aviators could expect in climbing through.
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Lt., Comdr. Clarke, the bull aerologist, mentioned a Jap device that
measures light intensity. Cloud layers and thickness are thus deter-
mined more accurately than they can be by using radio sonde. Several
of our radio sondes froge up on us, reaching a low maximum altitude,
The boa%s also interfered with radio sonde.,

TFC advised that we move over to Scott Island, some 150 miles
to eastward if we were having weather difficulties. This we did, It
now became apparent that the situation for his group was becoming
urgent. The weather is still bed - fog, rain, low visibility and
ceilings. The SENNET was in the clear, more ¢or less, I requested TFC
to move SENNET 200 miles eastward for weather reporting and to serve as
an alternate seadrome, This was done, All arrangements were made for
weather reports by MOUNT OLYMPUS, for manning CIC, and for a local
emargency ianding in a large lake near TG 68,1, etc. The weather
continued bad all dey of 10 January.

At OhOC of the llth sounded flight quarters., Patchy fog sur-
rounded the CURRITUCK,and SENNET was claar. Locally it looked worse
than on the thres previous days but mow we were ready to use the
slightest excuse to fly. At 0602 the tirst plane was off. Ths only
JATO fallure of entire trip occurred on this take off. Next plane
took off at 0707 between fogbanks., At 0845 TFC ordered the planes to
return to base. The CURRITUCK headed north in low visibility and light
sncw. Both planes were aboard by 1130, It had been quite a thrilling
show, E-3 came in over the flagship, on top, but got bad weather dops,
and found bad icing and low ceilings over the packe The MOUNT OLYMPUS
gave out an erroneous ship's heading, whicho put our planes some 152 off
course when returning to base, Communications were good, and the planes
were on ship's radar from beginning to end.

We had on board with us Ensign HURD, USNR, who has bean trained
to get accurate positicns ashore, as well as take magnetic observations.
Ths problem was, how to use his capacities. We certainly needed some
ground control along that coast to anchor cur aerial surveys. It was
decided to use the HO3S tc land him on ice tongues or shore when - and
if - we got close enough, (We never didi). I had him drill in embark-
ing in HO3S with all equipment, and then practice, for speed, in dis-
embarking and setting up equipment, while HO3S kept rotors turning or
even returned to the ship, We astimated the weight and planned the
storage of survival gear he shoudd have with him., He would also have
to train an assistant. Another projected method for establishing
ground control was to land a PBM in the inland waterway and take reason-
ably good sights with sextant while sitting on the water. If there
were large inland bays this method would be fine, They were rather
scarce however, and there was also the thought "what to do if the PBM
couldn't take off again? is it worth taking the chance?® Not knowing
what the future held we planned for all eventualities,
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In a talk with the aerologists I learned they are simply fore-
casting "contact" or "Closed™ conditions - no "instrument®"., I pointed
out that we can start flying under instrument conditions, as our planes
and pilots are now well qualified for it. e had to learn to combat
icing and low ceilings, use alternate airdromes, etc. The pilots, I
learned, are still reeling the effects of the PINE ISLAND lost plane,
and it affects their worx directly, even though they may not notice it
themselves.

BuOrd concurred in our request for continued use of JATO and
recommended continuance of present method of use.

TFC sent dispatch requiring data after each flight to be sent
him in a prescribed form for uniformity, record, and photogrammetry.
This standardization was sorely needed and is a great improvenment.

I requested MOUNT OLYMPUS to manufacture for us some aerological
maps of greater scope than the present ones since those issued to us
did not extend far enough north.

Baker 3 used one roll of tri-met film in scouting the ice pack
ahead of MOUNT OLYMPUS., However, it was from very low altitudes, some-
times L40O', and was primarily interesting in showing that this method
of scouting is possible, as there was very little blurring. The pilot
intended to drop the exposed film on MOUNT OLYMPUS by parachute, but
they (wisely) wouldn't let him as it might foul their complicated
rigging or necessitate sendirig men off over the pack ice ~ and the
ships were then underway.

TFC answered my dispatch on low fuel situation. He ordered us
to use diesel, of which there were some 16,000 barrels in CACArON. I
hadn't realized this could be done, TFC assumed we'd remain on station
until 15 March and that the ships would arrive in Sydney with reserve
fuel on board, and that CURRITUCK would burn diesel. The present
average daily fuel consumption is: CACAPON 5260 gallons; CURRITUCK
10,000 gallons; HENDERSON 6700 gallons; total 22,060 gallons. The
CACAPON has a total of 66,000 bbls. cargo on board.

On Sunday, 12 January, sounded flight quarters at 0800. At
the same itime we received the wonderful news of the finding of George
One and 6 survivors. After weather report from HOUNT OLYLPUS showed
improving weather we put the planes over tne side. th were in air
at 120 after a small engine casualty. Followed planes for 90 miles
on radar. Flew HO3S for 1} hours to obtain low altitude tempera-
tures and humidity readings for our two scientists, Alsoc flew SOC to
scout ice pack and weather to westward.

The planes returned by 1837, with another slightly wild tale.
The ceiling over MOUNT OLYHPUS was supposed to be 2000'; it turned
out to be 500!, They flew south ten miles apart to 73° S, ran into
loose ice and practically open sea, but overcast torced them almost
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to water and heavy icing began. [hey turned back and asked TFC if they
were to also scout east and west. He ordered them to retwrn to bases
TG 63.1 nad 60 miles of tough pack to traverse yet, The Sperry gyros
are now almost perfect. The SCC Sperry precesses somewhat, as it was
never calibrated for extreme southern latitudes.

At OL10 on the 13th TFC radioed "No further need for lce recco,
return to station and carry out primary mission.® We immediately start-
ed to westward somewhat slowed up by bad visibility, a course clear of
ice pack to make greater speed and avoid fog area and growlers, Radioed
DD and A0 to take new stations at most economical speed and advised them
that we were heading wesi to commence operations. They were instructed
to start burning dissel oil instead ol black. In the afternoon the sun
came out for the first time in a long while, and we saw many whales
spouting. That night we had our first sunset since 6 Januarye

In the evening of 15 January we passed a huge dead whale., It
was green and soooth. The seas breakinz over it made it look precisely
like a mass of rocks, If it hadn't been for the fathometer we'd have
gotten the jitters; passed it 500 yvards abeam,

We received a dispatch from Admiral Byrd that the following
cold weather itrail items were in the PHILIPPINE SEA, for us: skis
(complete with gear), 15 sleds, 30 sleeping bags and covers, mittens,
mikiuks, insoles, socks, crampons, parkas, pants, tents, and a quantity
of Byrd cloth, He recomuended using rubberized tents. We began to
realize we had inadequately outfitted our plane crews,

we received & negative from MOUNT OLYMPUS on our request to make
new aerological charts so requested them from PHILIPPINE SEA. They in
turn said their press was too small and sugges*ed that we try the MOUNT
OLYMPUS, We replied that we had already been turned down and requested
theam to make us the map in two pleces. This was done, and proved
most beneticial o us,

Some pertinent notes on operating off the ice pack: (a) a souther-—
ly, or straight—off ice pack wind gives best weather and calmest sea
(bs operations too close to 1ce pack may give danger ol brash ice (c)

a high wind orf the ice pack seems to pack the brash ice close 1o pack
and gives a sharper edge, although the reason for this is not clear
(d) when winds leaves pack at a small angle fog is frequently found

? to § miles from 1ce, then the ceiling lifts and possible snow showers
occur beyond ten miles (e) large icebergs don't give much lee unless
one is dangsrously close to them,if then (f) ice bays may calm the seas
jown somewhat, but large ones are liable to produce fog or sSnow (g)
weather ships should remain 5 to 10 miles off the pack and not in an
ice bay, in order %o give more representative weather roportse.
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We reached our new operating area on the morning of 16 January.
Bad weather continued all day - with fog, drizzle, snow, heavy swell,
and low ceilings., The magnetic compasses are all AWOL as the south
magnetic pole is only a short distance to the southwest, Our noon
position was 64°-54'S, 14,8°-34'E,

CACAPON had another engineering casualty. This time it is
apparently to the steering engine, as she is steering with her main
engines,

I wrote a letter to the Naval Attachs, Melbourne, Australia,
regarding our prospective visit to that country, and gave some facts
on our Task Group to help us both in our planning.

A radio blackout existed all day due to icnospheric disturbance.
We can only hear the Japs and our Task Group, but are able to copy NSS
continuously oan 18 Kes.

We are only 88 miles from MERTZ Glacier.

While lying to in fog and broadside to wind, we noted that the
ship's heat dried the fog and left an outline of the ship in the fog
to lseward for as much as a mile. An albatross landed on our fantail
for a blow,

MNext day was a heartbreaker. The fog broke up about 0600, for
nc reason at all, Then it became evident that a wedge that had broken
out from the continent had become & "babble™ or small high. It became
& beautiful day, but bad swells from NW made operations too risky, We
noticed a heavy concentration of shrimps about the ship., We'd drifted
domn upon a great mess of them, They turned the water reddish brownm,
and were packed almost solidly. They averaged 13" long,were reddish
and transperent,with 2 beady black little eyes. This apparently is
the staple whale food., We noticed great schouls of shrimp all over
the surface.

Instructions issued to the oiler on fueling the Group, collecting
mail, etc., preparatory to rendezvousing with the PHILIPPINE SEA.

TFC ordered us to increase PBM crew retions from the 30 days we
are now carrying to 2 months' supply. He also directed planes to
return to the ship when low visibility over the target area obviated
the possibility of a successful mission,

By 2100 17 January, communications were returning to normal,
and traffic was geiting cleared.

We scouted the pack to eastward in search of an ice bay, but
none was sighted,
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At this time sunset was at 00265 next morning, and sunrise 0438,

The weather continued tad all of the 18th and 19th. Our current
is setting us 240° at 1.4 knots, as determined by radar fixes on ice-
bergs inside the ice pack. However, we don't know what the icebergs
are doing. They are apparently affected by a different force than the
one that sets ice floes and ships. The weather reports gave the faint-
est indication of a"Wedge™ (of good weather) forming to westward.

TG 68,3 lost their helicopter. We shall be even more careful
to. fly only in contact weather, and pay lots of attention to carburetor
air heat, which may have been the cause of their accident.

CACAPON started toward DD on first leg to Scott Island.

TFC suggested we move west to break weather jinx, We believed
this arsa to be the best area for hundreds of miles in either direction,
both from past performance (there were L perfect days just before we
arrived here, as determined by destroyer and Jap weather) and because
it is the nearest point to a large stiretch of uncharted coast., I'd
hate Lo miss this piece of coastline, Also, there is no reascn why
this should be a continually bad area; it is not one of those "“catch-
basins® for the lows, such as the Ross and Bellingshausen Sea areas.
However, we moved west at 13 knots to find that wedge which was
definitely taking shape, and then we planned to move east with it.

The swells were still bad here, although both the other ships reported
calm seas, The ship was covered with ice and icicles, and this caused
our anemometers to read 10 kmnots low, Alresady our course was 30 to

4O miles inside of the position of the pack as reported by the DD a
week ago. Either someone's navigation is way out, or the pack is
melting very rapidly. The planes were heated and 3% of ice was removed.
At 1700 the swell was still prohibitive and a strorg SE wind was kicking
up, so flying was cancelled for the day. The "wedge™ arrived, and it
was merely a question of whether the swell would die down so that we
could use the good weather.

On 21 January the destroyer fueled 300 miles to westward, and
the tanker headed toward us, We made all preparations for early hoist-
ing. There was some swell but it was not too bad. Things looked goed.
Then, after getting a bcat in the water preparatory to hoisting out,
the port craie broke down. Ve couldn't hoist out any more so we hoist-
ed in the other boat., We started eastward to stay with the good
weather. Instead of one hour, it took three hours to repair the crane,
By tnat time a strongwind from ESE had sprung up and in adaition, the
swell began to build up again., As the wind was almost parallel to
the edge of the pack, we had to tuck in close to the ice to get a lee,
but there we found bad brash ice. We couldn't outguess the weather
again. At 1112 we headed north to see if the wind would abate; it
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got worse. Meanwhile, when we came about at 1225 to head south, and
bucked a LO kmot relative wind, a rotor-tip boot and securing line
chafed through and allowed one helicopter blade to flip up to a
position past vertical., This broke a couple of brackets, bent some
other parts, and caused possible unseen damage to the intsrnal gear
box. Our #1 eggbeater was out of commission for a long while,

The wind kept up strong ail afternoon and at 1600 we finally
gave up all thought of flying. Apparently the pack was breaking up
rapidly for we were far south of the edge of the pack reported by the
HENDERSON 10 days ago and there was brash ice for several miles from
the main pack. The storm must have broken up the pack pretty much,
and the wind blown it north for raplid melting.

The HENDERSON was instructed to relocate herself 300 miles
bearing 300° from us while the CACAPON was gone, instead of remaining
west of us, along the pack; and to be prepared to make 15 knots on
% hours! notice during flight operations,

TFC told us to get the CACAPON to rendezvous 24 hours early
if practicable as PHILIPPINE SEA was arriving early. We issued orders
to CACAPON information of interested parties, for proceeding to this
most important of rendezvouses - for it brings us maill

Next morning TFC sent us a very encouraging dispatch, that it
was a good thing that the crane busted down yesterday. We hadn't
looked at it that way, and just then rcalized what a blessing it was
that we were preventea from rlying, “a. it would have been a bloody
mess if we'd have iried to recover a plane in that rough open sea.
What a lot of good a well-worded dispatch can do - especially when
one was trying hard to deliver the goods, as our boys were doinge.

Things looked up today, light winds from ESE, smooth sea,

nice flying weather; we even saw some blue sky once. Flight quarters
were sounded at 0519. All planes were in the air at 0815. The first
plane took off with 1600 gallons of gasoline in a fairly rough sea.
This take off was so rapid and smooth that the next plane took 1800
gallons and took off in an incredibly short run, The CACAPON came

4o sight at 0530 and transfers of mail and passengers were effected.
At 0930 with all boats on board, CURRITUCK got underway due north at
8 ¥nots and fueled from the CACAPUN, taking 145,000 gallons of diesel
oil. At 1005,changed course to due west while fueling. Then, as with
other fuelings from this ship, the weather turned bad and we experienced
heavy snowfall., 'We recalled the planes, as the weather seemed to be
generally deteriorating, By 1300 fueling had been completed and
CACAPON proceeded eastwards at 15 knots for rendezvous. In a conversa-
tion with C.0., I asked him to see if he could swipe some fresh vege-
tables from the PHILIPPINE SEA (he gobt one stalk of celsry, and ate
that himself). He said ne'd been blown 80 miles oft station without
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knowing it, due to nis light draft, heavy winds and no sights. This
accounted for several strange weather revorts from her that seemed
inexplicable to our meteorologists.

By 1330 we were again lying to off the pack, and by 1600 all
planes were aboard. One plane was slightly damaged when one of the
crew dropped a wing line which allowed the plane to swing into the
ship. It was touch and go, as a northerly swell had set in % hour
before hoisting and the wind had picked up ifrom the east. There was
also some brash ice,

I noted that all operations between tender and tanker were
slow, but safe. At this distance from the nearest friendly navy yara,
it was very probably the smartest way to handle things.

Many penguins were sighted swimming around the ship, and the
first seal was sighted.

Our planes had encountered icing going through cloud layers,
and were forced up to 11000'. There were also severe and unknown wind
shifts. Baker 3 had headed due south from the ship. The radar tracked
him cut on a course 160°T, thus showing the value of CIC's radar acting
23 a dritt sight. Several hundred miles ot coast were mapped by this
plane, but it was most difficult to tell where the coastline was, as
it was flat with no mountains and orly ice cliffs and some water. The
gas consumption rose as the temperature dropped and the interior of
the plane was coated with frost (the heater didn't work in this plane;
it will if I have to ride in it!). The other plane flew 330 miles in-
land through much cloud. His radar altimeter was out, and he was too
low over the ice cap for both safety and photography (9500! by the low
radio altimeter). I issued orders that no planes should hereafter go
inland more than 50 miles over an undercast. One plane took a sunsight
and got an intercept of 120 miles but didn't believe it. Later it was
found to be right on, Planes were set well to westward.

e removed a lo% of extra gear from planes, including bomb
bay tanks - which we'll reinstall later when they are needed for
really long flights. [he gear removed from the plane more than
compensated for the 534 pounds of added survival food we were ordered
to carry.

CACAPON reported to CTG 68.4 (PHILIFrINE BEA) for duty. TFC
ordered quick releasing safety belts for helicopters. I sent a dis-
patch to BuAer describirg our HO3S mishap and asked for advice on how
to handle it, as our helicopter unit was relatively inexperienced,

On the morning of the 23rd we were engaged in trying to find

a lee so that it would be possible to shift planes, thus repairing the
damaged wing tip on E-3, About 1150 it shoaled rapidly to L5 fathoms -
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and we discovered "“CUknITUCK shoal"., The Captain stopped quickly;
ordered the nhand lead to verify the fathometer and get a bottom
sample. This was quite a surprise after our long tvime at sea with
average soundings over 1000 fathoms. It took some time to man the
chains. By that time the leadsman found 55 fathom and recovered a
small bottom sample of mud and sand. It was strange that there were
no grounded icebergs in the vicinity. It took a little time to
recover from the surprise as we had just come to assume that the last
thing to worry about off the ice pack 1s running aground. We fcllowed
the 100 fathom curve at 5 knots to eastward, for some time, looking for
a lee., The icepack was certainly breaking up rapidly now. The wind
stayed pretty high all day, east 18 to 29 knots,

At 0900 on the 2Lth we passed a small Jap whaler, perhaps 85!
lcng, 150 tons, harpocn gun and all, with MacArthur flag flying, At
0955 we passed two Jap whale factories. Had I known then that there
were several Unitea Nations representatives on board keeping the Japs
in line (they were notoriously rot.ten whalers) I'd have sent a cheery
message - which they'd probably have needed. As it was I maintained
4 properly stand-offish silence. The factory ship had a stern ramp
and twin stacks - an ugly affair., The other scemed to be a :fleet
oiler type, and was probably the oiler for the group as well as the
whale oil storage ship.

Buher passed all cui questions on the HO3S right on to BAR
Stratford, and there our pitiful wail seemed to die a natural death.

I sent a dispatch to TFC complaining about poor racbs and
rawins from Central Group as only 7 observations were received cut of
the ¢O regquired.

The weather lept slowly building up. By night the wind was
33 knots from ESE and the barometer was down to 29.10, the sea was
getting pretty rough. At 2015 we turned west once more, ¥z are still
crippled by that one plane having a crushed wingtip and torn-up deicer
boot. The plagued wingtip sticks 20 feet or so over the side where
we can't work on it, although we tried many rigs.

Learned that tre PHILIPPINE SZA lost her HO3S.

The Captain of the CURRITUCK offered a prize to the enlisted
man giving information leading to the taking of the best photozraph
of the cruise, He set a continuous daylight photographer's mate watch
toc be sure we didn't miss anything.

Cn the 25th, being well fed up with this weather (the wind
was now 4l knots from ESE) I decided to move westward to 130°E, and
abandon pians tor magnetic and navigational surveys near the magnetic
pdle. We would try to complete mapping the coast from 138 to 151 East
{rom the new locatior.
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I requested information from the PHILIFPINE SEA as to the
cause of her HO3S crash and data on the rescue, I also requested all
helicopter spares she brought down which were not needed by other units,

CACAPQO! made her rendezvous on time.

We recelved anothsr congratulatory dispatch from Admiral Byrd
on our last two flights.

The rough weather continues all day. We headed toward the ice
pack to be sure we don't miss any large ice bays while moving west.
Our track tcok us as far south as any ship has ever sailed without
entering the ice pack itself. That afternoon at 2215 we located a
likely looking bay, in which the swells decreased remarksably after
going through a mile of pack ice. The remaining swell came around the
corner. It looked so nice we decided to stay there in case things
looked better in the morning. Our position was 65°-09'N 137°-OSE.
There was a great collection of large and weather beaten bergs just
south of us. 7Th: wind was now 16 knots from ESE, and the sea was
considerably smoother,

Next day, Sunday, things locked good and we put out our boats
and made all ready to fly. We steamed into our bay (we'd laid to off
the entrance during night) to find it had largely broken up, and filled
with brash, and the swell was again too high. Here we noticed a strange
thing. The ship lay broadside to a 17 knot breeze a little ways west
of the edge of the pack but instead of drifting away from the pack, the
pack caught up with us. In other words, the pack was drifting before
the wind faster than we were, Last night at sundown a peculiarly
shaped berg was located several miles west of us, outside the pack;
by breakfast time this morning it had smacked through our ice bay and
was now buried in the pack a mile scuth of us. The large concentration
of bergs which were south of us last night had moved to the southeast,
In other words, we were rapidly drifting westward, as sights later
proved, This explains the straight clean-cut edge of pack on the west-
ward edge., llere we had noticed a2 seal sleeping on an ice flce a
hundred yards from the edge, and several killer whales cruising slowly
around looking for breakfast.

At 0715 we headed west once more, The wind died down consider-
ably. We touched the 100 fathom curve several times. The sea bottom
shelves from 100 to 700 fathom very sharply.

Our mistake of the preceeding night was in not staying inside
the bay, or observing its breakup on radar, so as to be able to make
westing as scon as the breakup was apparent. However, we didn't know
these bays broke up so rapidly.
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Water sky well inside the pack indicated the presence of
large inland, or "in~ice", lakes that would make wonderful operating
areas - 1f we had an icebreaker to get us in and out. These lakes
were later confirmed by cur planes flying over them. The water sky
versus ice blink also indicated, in certain instances, the presence
of ice bays, 10 or 12 miles away. inile I was still pondering this
interpretation, we ran right intc an excellent ice bay, at 1600, and
sounded flight quarters. Baker one was in the air by 1758 and we
quickly relocated our other plane to work on that blasted wingtip.
(I've never realized one man dropping a line could cause so much
troubld).

Baker one made a fairly good flight clear to Commonwealth Bay,
where he got some excellent shots of high winds (katabatic) blowing
snow well out to seaward over Mawson's old camp site. The piane was
back on becard by 0021,

What was supposed to be a minor repair job on Baker One's
wingtip took us until 0500 Monday morning. This indicates how repair
work drags out in cold weather. OCcld weather slows everything down
except optimism. A jury rig hangar of wood and canvas along with good
hot air would have speeded up the work.

londay morning found our old ice bay breaking up and a new
one forming slightly to eastward, We got some interesting radar
pictures of this. Flight quarters were sounded at 0500, all planes
were airborne at 0826 (delay caused by having to respot one plane
after repairs).

Upon viewing planes' radar-scope photographs, I learned that
they haad notv been handling the scope for best hydrographic purposes,
I directed planes to change range scale, log picture times, etc; in
this way we hoped to fill in missing sections of coast when the trimets
are shooting through clouds. They may also help to distinguish land,
water, and ice, even when photograrhed. I also saw some radar pictures
taken of a PBY scope while the plane was sitting on the water. The
picture showed icebergs 5 miles away.,

By 1630 our ice bay had so filled wi.th brash that we had to
move into the open sea to recover Baker One in a two degree roll. One
rlane had scouted 100 mles westward looking for a suitable lee, but
found none. At 1730 decided to move west anyway as there was no lee
locally., As a low was moving in on us from the west and the local area
was pretty well mapped, we'd have to forego connecting our recco to
Commonwealth Bay with Cook Bay which was our furthest westward flight
from near tne Ballenyse.

After investigating "single engine performance on irdand flights”
we decided to send pilots in at hich altitudes to a position where they
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could clear a 750C' ice cap, (this would allow a 500' clearance for wives
and children) while on single engine, after jettisoming all gear men-
tioned previously. In other words, I proposed sending planes in at
12000'-15000' and have them proceed 50 miles or so beyond the 7500
contour, This will gzet them back to open water, After arriving at

the coast, they would have to decide whether to land in a lake or

inland waterway, or jettison more food,.etc, and make a run for the

ship. I requested approval (in condensed form) of this policy by

TFC.

Baker three's flight intand was a little disappointing. The
pilot took a literal interpretation of my instructions and turned back
at the 7500' contour, which was only 110 miles from the coast., When
he arrived a% the coast again - after going 60 miles westward, he
attempted to photograph west of Porpcise Bay but encountered a dense
haze, our first one. He could see the ground -(or what passes for
“ground” in these parts) in a narrow cone directly under him, This
was much like our typical southern California hazes, but he couldn't
see a mile ahead, and went compietely on instruments. Since it was
no use trylng to photograph, he flew out to seaward and scouted the
ice pack 100 miles to westward of the ship. He saw occasional large
collections of icebergs, which were probably grounded, and lakes in
the pack, about 3 X 15 miles in size. The pack was 60 miles wide.
The plane was back on board at 1330,

Baker One's flight was not much more successful. This flight
got to 68°-18'S, at which position the elevaticn of the ice cap was
8500', He came out to the coast near Commonwealth Bay. Since it was
CAVU, he started taking pictures to eastward. While he was getting
the cameras set, it closed in completely within 10 minutes. He did
photograph the coast to Mertz glacier, which showed up dimly in his
radar pictures. Pilot stated that it was hard to see the horizon
although the weather was CAVU. Baker Cne was hoisted on board at
1730 in a 2° roll. Underway soon to westward, looking for a better
operating area,

Celestial sights indicated that we, ice bay and all, had been
drifting on course 290 at .8 knot. We were not sure what the icebergs
were doing.

Admiral Byrd asked us how we navigated in the vicinity of the
magnetic pole on flight 9. I used this as an opportunity to elaborate
on all lessons we had learned so far, for the benefit of pilots just
arriving in Central Group. The main points discussed were: magnetic
compasses were not used; used Sperry electrical directional gyro with
Mark II astral compass for navigation and vacuum directional gyro for
auto pilots; utilized ship's radar and rarely RDF near ship; computed
frequent sun lines and occasional moon sight. We expected the flux-
gate compass to behave soon. We stressed over - the - top flying so

Annex I-(b) -2 -




RZSTRICTED

as to use the sun,determining drift occasionally by dropping under the
clouds., The clouds were never too high but icing could be expected in
them. We emphasized the importance of checking the course carefully
before leaving the ship,. 2

The nights are getting longer. Sunset tonight is 0055 and
sunrise is 0628 on Tuesday 28 January. Our noon position wasoého—SS'S
12,°~51'E that data. Temperature dropped a little more to 27 F. The
weather was beautiful all day although overcast at 2000'. This is
apparently another polar wedge which is strangely meving westward. The
sun i3 shining from rare blue skies and there'!s a cold 15 to 20 knot
breeze from off the pack. We ratsed our speed to find an icebay as it
was too rough to operate in the open sea. And at 1400 we fcund 2 fair
lee, but with much brash., Both planes were airborne at 1631, each with
1800 gallons gas. The SOC was launched at 1745 to scout the ice pack
to westward,

Both helicopters are now out of commission. The HOS starter
troke, meshing teeth with engine. This requires an engine change. I
ordered all speed to repair the HO3S.

This morning we sighted the “appearance of land® as stated in
BA Chart 3172. OCur plane, in flylng over this area yesterday, found
a dense collection of apparently grounded and domed icebergs, and the
ship's radar corroborated this., It surely did 1lcok like land and was
a perfect deception.

The aerologistéexplanation of "haze" seen yesterday by Baker
3 i3 that it was actually haze, thought to be formed by condensation
or sublimation, on salt particles, at relative humidity of 60-70%
which caused scattering of light when one looked toward the sun (west,
in this case). It could have been penetrated somewhat by using amber
filters in cameras and polaroid or amber glasses for the pilcot. The
visibility was much better,looking away from the sun.

Tracked the planes today by ship's radar while they flew along
coastline, We were thus able to plot in the coastline to an accuracy
of 3 miles. The aircraft radar pictures of kertz glacier, taken
yesterday, show the outlines of ice tcngue only where an ice tongue
cliff or barrier faced the plane, as the ice tongue is completely
surrounded by heavy sea-ice and old icebergs. Apparently our airborne
radar pictures disceri. the coastline, distinguishing ground from
water, although this is indistinguishable from plane, This can only
be definitely confirmed after a rather painful and thankless study
by the photogrammetrists.

The SOC landed and was hoisted on board at 2009. This plane
has received practically a complete overhaul since being received on
board, and is now fairly safe. But nobody loves it any more. In
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heavy winter flying clothes only smallish people can be shoe-horned
into its cockpit.

The navigator got his first star sight today since 7 January.
Our drift was 2L,0%at 1.1 knot. The sunset was beautiful tonight; a
solid overcast left a few degrees of open sky to southward over the
ice pack and the sun; very red, turned everything else red along with
it.

By now we are getting used to have the sun to the narth at
noon, and having the lows and highs circulating in the "wrong" direc-
tions,

Both PBM's landed and were aboard by 0005. Baker 3 covered
the coast from 1229 t0 130° E and got an inland segment to 68°-25'S
where he turned back as his gas was getting low. He experienced our
first camera trouble of consequence, which caused much useless circling
for repair. The Gremlin camera (which photographs pressure altitude,
time, and turn and bank for each exposure of tri-met) had to be repair-
ed. One tri-~met camera had to be replaced. The radar camera didn't
work all day. Ice cap maximum altitude was 650C' when the p’ane was
only & moderate distance inland. (68-~255 at 125°E.) The plane exper-
ienced a "white out®; although the weather was CAVU there was no
horizon and the ice cap under the plane was absolutely featureless,
It seems like a terrible waste of film photographing featureless sections
of this ice cap, however, I suppose one day someone may want to know
what this surface looked like. It was hard to distingulsh the coast.
No mountains were sightea; just some ice cliff.

Baker One's flight was excellent; it covered the coast from
112° to 125°E. This flight observed radical changes in this coast,
2 new glaciers and a deep new bay never before seen by man. Budd Coast
was open for 15 miles to seaward, which was as far as the pilot could
ses., The magnetic compasses settled down somewhat on this trip. Part
of engine cowling was lost after takeoff but he continued his flight
anyway. Our pilots are getting enthusiastic. This plane now goes
invo check. That sounds as though we're flying.

The lovely weather continued on the 29th, but the winds
continued too high for operations, ESE 17 to 21 knots, finally dying
down to 12 knots. There was brash ice everywhere. We lay to, awaiting
more favorable conditions,

I viewed some photos taken over the ice cap by the tri-mets
using an amber tilter. These pictures show the surface in great detail
althongh the pilots reported seeing absolutely nothing, even with
polaroid and all other types of Navy glasses. Since the surface must
be seen in case of forced landing, this phenomenon would bear a little
research.
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By 1600, secured from flight condition III - planes had been
warmed up by heaters ernough to considerapiy shorten the warm up period .
This has been our finest day, plenty of sunshine - and plenty swells
and brash ice, Ws could have accomplished wonders from an aircraft
carrisr,

Our photographers rigged their cameras at sunset (0104) to
get a picture of the '"green flash", that phenomenon of the setting
sun in & clear atimosphere. There was a brief green flash, but it
dido't show up in the colored stills; perhaps it was caught in the
movies,

Next morning the fine weather continued, although a big low
was pasaing to the north of us. We have moved slowly westward along
the pack; now we are moving at 10 knots, as the weatherman says the
swell will drop and goocd weather continue, The storm is moving
rapidly eastward. I told HENDERSON to move west, that we expect to
operate from 115°E tomorrow.

A school of whales - at least L - got on a collision course
from starboard and finally passed, just ahead of the ship, moving
slowly from starboard to port, about 100 yards ahead cf us, No wonder
they're easy to knock off, We could easily see their spout mechanism
working; quite noisy, too.

The 0800 cloud report was symbolized by a blank circle, which
means trat there wasn't & cloud in the sky. uMeanwhile the wind came
around to the south, the temperature dropped to 219, and the baro-
meter took a plunge from 29,10 to 28,35 by midnight. The weather
remained perfect, with only scattered good weather cumuli clouds even
at midnight. The very tight low is to the east of us now, the Japs
reported force 8 winds. The air, ordinarily moisture laden, had been
swept over the high and cold continent, then pushed out to sea and
dried in the descent.,

Sounded flight quarters at 131C. The ship was dead in the
water, and plane B-3 was almost in the water, when brash ice was
noticed moving in quite rapidly from astern. The CURRITUCK hoisted
in the plane and moved further from the pack. The behavior of this
ice was at times a little too unpredictable for us. Baker three
finally got into the air with 2000 gallons at 1520. Baker One is
still in 120 hoar check. By 2000 we found a nice turn in the ice
mck to Northwest which gave us an excellent lee from SW winds. The
swell was down now; we lay to.

Flight 15, Baker 3, covered the coast from 115° to 127°E to

rephotograph coastal areas missed due to faulty tri-met camera opera-
tions of the previous run, He also made a run inland along 115°E to
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68° south, where the ice cap rose to an elevation of L500'. At this
point he received orders from me to go in on 118°E. He started over
but met clouds and returned to the ship. (This indicates once more

the fallacy of changing orders in the air - in this case the apparent
need for & change was due to a garble in his position report). He
reported that widle proceeding inland along 115°E the ice cap to the
west of him rose to a considerable height and that he seemed to be in
a valley or at the foot of a slope. This was corroborated by flights
to the westward later, although we couldn't explore this area as well
as I wanted to. The pilot stated that an icebreaker could have reached
the coast at any point, as the pack was very loose, I instructed pilots
to get pictures of the pack on the way in and out. There were few
bergs in the pack. Magnetlic compasses were improving. The pilot saw
the edge of the ice pack when it was 100 miles away and sighted the
CURRITUCK 80 miles away with the naked eye.

The barometer dropped ilke a rock and by midnight levelled
off at 28930, there were scattered tropical-appearing good weather
cumili at 1000 feet, wind was 15 knots from WSW, temperature was 25°,
humidity was 75% and a rippled sea from NW. Incidentally I don't know
how much to trust this humidity business, for with the temperature at
25°F I don't see how there is such a thing as a ™wet bulb®, It seemed
that the air was much drier at times than 60%, which is ocur lowest
recorded humidity. The humidity in the ship is low enough to start
a fire by rubbing two toothp*cks together, due to the heaters raising
the temperature of the cold air from 25° to 75°F.

On the 31st, after such a previous auspicious day, the weather
again acted strangely in a reverse direction and we lay to all day
without flying., The barometer rose to normal during the day (2$.20).
The wind shifted to NW 12 knots, it became warmer, and the fog ghould
have come in -~ but didn't, The snow-makers prescribed heavy cloud
over the continent, especially the coast-line. Althouvgh we had another
cloudless sky early in the morning, and it remained caim all dagy, a
good solid overcast gradually formed, and we even had a touch of snow
around midday.

Yesterday's peculiar weather still had the weather -wise
talking. The combination of very low barometer andextraordinarily
fine weather, they say, can occur only here in Antarctica and west
of Greenland when a low is positional over that great ice cap of the
north. Ve estimate the pressure at the center of this low tc be
28%03. 1In the west Pacific we wouldn't ask questions, just dive for
the bilges or cellar, as the case may be.

First two planes from CV L7 arrived at Little America. TWe
were greatly cheered (1) to see the Central Group get started (2) to
know that soon our mail would start this way. Later we heard that
all six planes had arrived at L. A.

Annex I-(b) - 28 -




RESTRICTED

On yesterday's flight the pilot tested out everything we had
over the ice cap to see if he could pick up details of the surface
better, He found smoked glassec plus Wratten filters "A-25 red" the
best, and "K-1 filter #6 yellow" the next best. I sent dispatches to
other groups with this information and asked for any data they might
have,

CACAPON reported for duty, rejoining us,

The C.0., and I discussed the CURRITUCK's compass situation;
he had quite a battle to get his small additional ship's gyro put in,
(not even hooked up with ship's repeaters). We were thinking what a
"sad sack" it would be now to have an overcast {(and no sunj with ship's
magnetic compasses useless, and now the ship's main gyro broken down,
The only thing on board to indicate any accurate direction is that
awdliary gyro in the I. C. rocm.

Still lying to off our ice cove, on 1 February in latitude
fLO-571S, 119°-52'E, with southeast breezes. We had flight 16 air-
borne at 0807, but at 0935 the sams piece of engine cowling blew off
and Baker One returned., He didn't want to stretch his horse shoe too
far, This time we didn't just replace the cowiing by dzus fittings;
we bolted or welded it on, I forget which. He had been unable tu fly
his assigned mission due to solid "undsrcast™ (a phrase I believe we
coined, as we never heard it before), and the pilot started an inland
segment further to westward when the cowling blew off. Meanwhile a
swell had started up from the northwest. By the time Baker One was
hoisted on board at 1130 it was bad enough so that he was damaged in
hoisting,so that he was dscommissioned for the rest of the day. The
swell stayed with us. I'm 2fraild we're pretty fortunate! The pilot
algo said he had clouds all over the landscape and the pictures
wouldn't have been good. The other plane was still in 120 hour
check. The maintenance crews are taking a pretty good licldng, making
their checks and knocking off each time we hoist out or in - for they
all have duplicate jobs.

Today the AV sent a recreation party into the pack to get
some seals, The men got a tremendous kick out of it and brought back
a dead seal and live one (probably crab-eaters). The dead one left
a iittle blood dribbling over the stern and the wen stated a killer
whale followed them back to thie ship, Had they known of this beast's
habit of diving, then smashing up under a thick ice floe on which a
seal is basking, shattering the floe and mactically catching the seal
on the rebound - I'm sure they'd have been a little more cautious in
flirting with these scoundrels. This dead seal was cut up and served,
Captain Clark seemed to enjoy some of the liver.
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The live seal brought a good deal more interest to the crew.
It was brought aboard in the cargo net, lay about on deck for the crew
to examine and be photographed with., When faced with the problem of
feeding it, it was decided to return it to the "beach".

At 1545 underway to westward at 10 knots to avoid the swell and
prepare for 2-plane operations. WYe had pretty well examined this area
anyway. CACAPON ran into bad weather and lay to - with our mail on
board.

Finally got an answer from BuAer to our dispatch of the 22nd
on the HO3S and its repair.

Continued steaming westward all night. Sunset was at 0128
and sunrise was at 0739, Sunriss was getting pretiy late, so we
changed from time zone (-)12 to (-)11 today.

The swell dscreased gradually, We're getting closer to the
coast all the time - [1st abcut as close as free ships have ever gotten.
Every once in a while we stopped and tested the swell, but it was too
much, Meanwhile we had entered the very center of a "bubbla®, which
in local parlance is a "wadge® that finally broke of{ from the main
Antarctic high ana is now on its way northward. This is one of the
main ways in which this polar air gets detached and gets itself into
circulaticn, to eventually form a high. 4 front had formed to acuth
of us, over the coast, cliouding if% uvp. Anything could happen. The
sea was calm but thers was much brash ice. It was clearing to north-
ward., One of the very rare occasions when it was dead calm,was noted

today.

CACAFON enlivened things by suggesting he turn around and go

rectly to BURTON ISLAND, to get a shaft bearing sent down by ServPac,
In other woras, being half way back to us, he wanted to turn around
and go back to Scott Island, This started a series of dispatches, some
axplosive, which cleared the atmosphere, brought a commmication garrle
to light, and kept the CACArON coming westward. e was able to aveid
giving the PHILIPPINE SEA any oil. This was most fortunate, as will be
seen later.

At 1540 it was decided that we could fly, the wind shifting to
south, Witk scme swell and no wind the gas load would have to be lignt.
Both planes were airborne at 1723, Then a fog bank appeared vo the
west, approaching very slowly. ZIsaded east at 10 Imots.

Baker Three didn't do 80 well. Be {lew over alaost solid
undercast and obtained very few photos., However, he recorded scums
interesting aititudes of the ice cape. This plane coafirmed the
existence of the vallay in the ice cap noted in a previocus flight,
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The pilots also noted the looseness and navigability of the ice pack.
The piane was talked dowm in a power landing on a glassy sea by

another pilot on the ship's bridge. After recovery at 2048 tne ship
got underway to eastward again, keeping ahead of the fog bank, B-1
landed in a clear area and was aboard at 2310, Baker One mapped the
coast from 11L° to 105C°E although he was forced down to LOOO' at the
wesiward end of his flight. This new coast, never before sighted and
up until today just a dotted line on the map was very different from
what had been expected. Four new glaciers were found. The most
spectacular and larger one had a jagged ice tongue and a 1000' sheer
drop. It was on a large, open, and glassy calm bay, with many skerries
or rocky islets, The pilot also found new nunataks, and land out-
croppinga. Apparently this land formed dust that discclored the glacier
and icebergs in the vicinity., The pilot found what he considered an
excellent landing field site on the shore of this open bay. He came
down to 1000' and thoroughly photographed the ares«. The resuvlts were
some of our most spectacular and amaszing photographs. He stated that
this area would be easily accessible to ships once they were through
the ice pack. He also confirmed the large dome - shape of Budd Land
promontory. 1 cousider this as one of our most successful flightis,

and I proposed that this large and beautiful bay be named Kreitzer Bay
after the pilot who discovered it and immediately recognized its
potentiality. On his return to the ship, this plane experienced
®reciprocal bearing trouble™ with his ADF until near the ship. Why

a direction finder should act so cantankerous in the Anterctic is some-
thing I can't understand.

We lay to, and at 0300, Monday morning, 3 February, the fog
caught up to us. We expected it to last three days.

By now we were far enough to westward of the Japs so we
couldn't intercept their 500 Kcs weather reports which we missed
greatly. I ordered CACAPON to intercept them as best she could and
forward them to CTF 63, who could use them more than we could.

This morning in the fog we got heavy hoar-frost all over the
rigging to windward. By the time the fog had drifted across the ship
a few feet it had become so heated and dried that it left no frost,
The hoar-frost grew in spikes a good half inch long. It was crystaline,
brittle and light,and powdered easily.

Since this was non-flying weather, the CACAPON was stopped by
simjlar weather,and the HENDERSON ruwning low on fuel, I ordersd the
latter to rendezvous the CURRITUCK for provisioning.

I believe a special rule coulc be used in the Antarctic where-

by only vesrels underway and making an appreciable speed would be
required tc sound fog signals. The CURRITUCK, lying to in fog near
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the pack, has not been sounding the international signal for "underway
and no way on", This would allow no slegp for some of us., With radar
going 2l hours a day a growler moving 300 feet would be detected ,you
might say, and we're positive we're the only ship within 300 miles, sc
all this noise seemed rather superficial.

At 1340 headed NW to clear ths local east-west frontal area
for better rendezvous weather in which t» meet the HENDERSON,

Another little local ghenomenon of the local so-called "fog".
was observed, The water is 329F, The air temperature 3 feet above
water is 26°F, 100' up it is 25°F, and at 1100 it is L3°F. This
means that a radical inversion exists commencing at 100'. These
temperatures were provided by our two scientists, Doctors Hopkins and
Gibbs, who were out in all kinds of weather getting temperatures and
other data. They used wire-sonde, with an aerological balloon. The
wire became covered with ice crystals and they had intermittent static
discharge from the lower end of the wire. Accurate humidity was
unobtainable, There was an extremely large-crystal-type light snow-
fall, which indicated a high super-saturation (relative ice). In
other words, this wamsn't real fog; but was cummlus cloud resting on
the surface of the ocean and being held down by the inversion.

CURRITUCK learned a simple lesson in cold weather fueling
when the Chief Engineer was notified at 1700 that he was to fuel the
HENDERSON tomorrow. He notified the Captain that he needed 2l hours
to heat the o0il before fueling.

We are sending reports to CTF delineating the new coastline.
Didn't realize how interesting it was to the boss to get first hand
information on brand-new geography - unrolling the last secret of the
world's coastlines.

By 1900 we were lying to in good local weather, although the
continent was 3till souped over. The HO3S was back in commission but
not yet flight tested, as the new brackets, which were being made out
of steel, were not ready yet. The HO3S was ready for emergency use
on the old rewelded brackets. That crew had been working on straight
shifts to get this job done, in all but the roughest weather, These
kids can take it.

Tuesday L February, lying to awaiting rendezvous with the DD,
The CACAPON had been slowed down more by rumning into heavy streamers
of pack ice reaching north to 63°-15', (The position reports of Jap
whalers indicate that they are located well south of him. He's headed
right for a tight low,

There are two operations which I hope to accomplish sometime
soon while lying to (1) investizate operations in the lee of a large
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iceberg (2) check the possibility of making slicks in rough water for
PBM's - i.e, - similar to cruiser's cast recovery. e planned to use
the helicopter to fly eround a berg to check underwater projections,

I wish that we had more data on what happens when a big chunk of tabular
berg decides to set up business for himself. I can't blame the ship's
captain for not wanting to get too close to the berg, especially when
reading that calving makes a noise simulating the sound of gunfire; that
sounds rather dangerous to us. Today we put a boal over to take lead
soundings around a medium bery; no bottom at 30 fathoms anywhere.

HENDERSON came into sight at 1430 and we were soon loading
personnel and supplies. They have had no fresh vegetables or fruits
for 30 cdays and had been rolling heavily, steaming at 3 knots to keep
from broaching. He reported that he had rolled 25° continuously for
one week. He reported excellent sonar results - apparently better
than radar for detecting small ice, He took this occasion to send
over a "liberty party" - or rather, a visiting party.

At 2008 CURRITUCK commenced fusling her on course 125°%at 6
knots, swell fram ahead, 20 knot wind from 110°T, and very comfortable,
At 0025 completed fueling and set course back to the pack at 5 knots,
until darkness made it prudent to lie to for a wnile, It is now dark
enough to make growlers dangerous in a seaway. This factor of dark-
ness versus growlers should be considered carefully in planning ship
operations in ice areas,

At 1050 Wednesday the Sth we found a nice ice bay and lay to.
The weather was not good. Wind up to 28 knots from ESE. At 1230 the
winda decreased toc 1l knots., We started flight operations but hesitated
due to lack of good weather stations (HeNDERSON too close), snd still
a little too much roll. Shortly thereafter the wind picked up and held
at 20 kxoots.

Current 275°, drift .8 knot.

Our lessons on "How to fly in the Antarctic® can be summarized,
and some of the limitations set down as follows:

(a) Winds over 17 knots make hoisting hazardous due to wind
getting under PBM wings.

(b) Swells cause the ship to roll and pitch; (sometimes the
latter is more dangerous); this causes the plane to start swinging
and hit the ship or other planes.

(c) A bad chop or wind swell will put a bad strain on toe
hoisting sling, as well as making boating alongside the PBM hazardous,

(d) Poor combinations of swell and wind makes take—off hazard-
ous for loaded FBY.

(e) Brash ice, growlers, or pack in line of take-off is a con-
stant danger.
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(f) Heavy icing, low ceiling, or other weather phenomena are
limiting factors.

(g) lights are getting longer, and it becomes colder, slowing
up operations and limiting times of takeoff.

(h) After all the above, the mapping areas may be clouded
over, even though all other conditions good.

Outside of this, flying is easy down here.

Another observation: There should be some definite research
done in the way of producing an icebreaker for naval purposes; one’
large, broad, and powerful enough to break the toughest ice we may
expect to operate in, capabie of arctic camouflage, armea and armored.
Perhaps an UBB could be converted along this line, It should be able
to take a CV right through all this stuff with ease.

Thursday morning we went to f light condition II, but a 29 knot
wind changed our plans. Our aerologists - not waiting for prompting
any longer - advised us to run west for lower winds. We did, at 15
knotse.

There was a "double sun" at sunrise today, although the mock
sun was not very clear cut,

1325 sighted Norwegian whale chasers headed westward making
heavy wsather into seas, At 1luOO the wind abated, as per forecast,
but heavy swells remained. et 6 whalechasers altogether. Every
now and then we'd hear their harpoon guns booming. At 1300 found an
ice bay; lay to, heavy swell still running. At 2200 we met the NORHVAL,
Norwegizn whale factory, a twin stacker. (athwartships). He asked us
for whale information and infermation on Japs. We answered only thst
Japs broadcast their position and weather on 500 Kcs. Asked him for
his weatner broadcasts, which he caid he would furnish on 500 Kes if
requested,s Told him there were more whales here than seen elsewhere -
they were in sight in all directions.

One thing strikes us clearly: If we were a CV operating a
few RUD's from our deck (obviously impossible at present) and could
move from west to east, with the weather, we could cusily map the
entire Antarctic coastline and much interior in one season, by starting
in December from the Weddeil Sea. Just find some good "wedges™ and
move east with them.

The CACAFON reported a 50 knot wind, gusts to 60 and increasing
seas.,

New ice is forming in the glassy water in the shadow of the
ship, The temperature went down to 24°F, the seawater is 30°F.
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friday the 7th was 2 fine day. At 0700 we sounded flight
condition I, put the boats over; then suddenly the ship rolled L and
5°. This was a new one. For ten minutes the maximum roll was 2° -
then suddenly a whopper, and no way to see it coming. It was most
puzzling. We checked trim, draft, and all, but could not explain it.
It probably was simply that the fast moving low to the north of us
produced swells from several directions, ana occasionally they got
into phase; so woula the CURRITUCK, and away she went,

New ice formed in little transparent cakes, even as one
watched the calm water., The temperature dropped to 23°. At 1600
secured from flight quarters. Curreat 255°, 3/L knot - ice pack,
ice bay, ard all.

CACATON was having more trouble; her telemotor line broke,
and she ahifted to trick wheeles All this occurred in “mountainous
waves which ship rode like surfbeardee... no damage, "

Our weather men say they see signs of “autumn® setting in -
more lows end more intense ones, further north, and the air getting
colder. Ths swells go right through the peck, rolling us frequently
as much as 7°, We hope this beautiful weather will last another day e
There is plenty of sunshine today.

Saturday morning we found our ice bay considerably decomposed,
The swells were still wicked and we began to wonder if we were just
sitting in an area where the swells are just a built-in part of the
landscape, Perhaps they were reflected by a shoal to the SE.

At 0800 we gave up all thoughts of flying and headed esstward
at 13 knots to rendezvous CACAPON, to expedite fueling, CURRITUCK is
down to 50% fuel.

The HENDERSON rolled L5° last night (we learned this by opera—
tor's signals); advised him to move south toward pack for calmer water,
but he explained later we were too late as it later calmed down all by
itself-

We sighted the CACAPON at 1240 after some difficulty rendez-
vousing due to navigation; fueled on course 275°, speed 8 knots, with
wind and swell almost dead astern. The wind built up to 30-35 knots
from astern; the ships handled fine, no yawing. It was a pretty
sight to see our mail coming aboard. At 2023 fueling was completed
and CACAFON headed west to fuel HENDERSON, Told him to try to inter-
cept South African weather on his teletype, as he'll be 40O miles
closer to Africa than we will - and we have no teletype in the
CURRITUCK. Imcidentaliy, it would have been a blessing to have had
one, so0 as to be able to get arders to officers and more press.,
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At 2100 came east at 5 to 7 knots, barely making headway in
high winds., We will remain in this area for one more good weather
period then move west, regardless of results, in order to do some work.

Sunday morning, sunrise at 0730, found us riding out a L5 knot
gale, and very comfortable, CACAPON preparing to fuel HENDERSON to
westward. The barometer has dropped from 29920 yesterday to 28%¥85 and
is now rising again slowly.

Our weather wizards put together the reports and stated that
2 large wedge of good weather was breaking out well to the west of the
Shackleton Shelf Ice and moving east behind the low. It was now even
clearer that the ideal situation would be to move east with the weather.
Instead of this we had to "surfboard®™ with a wedge, then back-track
through two or three lows tc the westward, then ecoot sastward again
with the next wedge., This used oil. By now we're getting wise to the
way of the Antarctic, We're getting very little benefit from Australian
weather because (1) the information is garbled due to distance (2) their
weather is getting more past than future., To the northwest we have only
a big open chunk of Indian Ocean, with very incomplete data upon which
to guess what is happening., In other words, we were now just about
completely on our own for this vitally important stuff,

Monday 10 February we were still battling the ESE gale, At
0720 we hsaded west, running for good weather. At 1650 we headed
south to close the pack and soon sighted iceblink., We also met a nest
of 8 to 10 whalechasers and the British whale factory BALEANA; noted
two totally flensed whales on the BALEANA, complete in outline, and
all bright red and white. These whale factories are ugly ships, but
very efficient looking. There was a great structure near the stern
which resembled nothing so much as a complete cement factory. Steam
was issuing from odd places. As the ship passed we noted the stern
ramp, and above it a respectable appearing aircraft hangar. We've
sighted no whaling aircraft. I couldn't help feeling sorry for whales
after seeing this floating abattoir,

We turned westward upon sighting pack shortly afterward, look-
ing fer an operating area. Planes are all equipped now with $kis,
boots, crampons, mukluks, sleeping bags, tents, etc., received from
PHILIFPINE SEA. The question came up - How to teach naval aviators to
use skis? The aviators simply briefed themselves on all this new
equipment from our library of boocks by Antarctic explorers, plus a
few Army Training publications. But one thing was brought out: anyone
flying in the Arctic, to be thoroughly prepared for it, must have not
only food and equipment, but the know~how to use them. I would
recormend that a course of pre-instruction include the use of a large
enclosed space, in more temperate and accessible climes, which could
reproduce every feature of the rawest Arctic weather, including bitter
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cold and wind, from darlimess to blinding glare. Then throw these
aviators in there for a straight 24 hour stretch with this equipment
and let them tight their way throuch - the comfortable and safe way.

Now that our pilots are well briefed, I instructed them, (on
the basis of what we've seen and read of the ice-cap), to start for
the coast at the earliest opportunity after a forced landing, if high
on the ice cap, leaving definite signs and direction of their depar-
ture at the wreck. M, reasons for this are: (1) The Central Croup is
too far away to assist in rescue operations from here to the west (2)
They would have to trek to the coast anyway, and the sooner the better
(3) Winter is approaching (L} If they had a forced landing it might
be weeks before they would be found, and they might as well keep
moving and make it easier to find them, being nearer the coast. The
only disadvantage in this procedure is the difficulty of finding a
party on the ice cap, but if they were to head due north from the
crash, they'd be relatively easy to find. They have recognition equip-
ment and radio - and their morale would be goodl

The next day was much better, a beautiful day, just scattered
clcuds, and we found an excellent and large ice bay at 0700. Both
planes were in the air by 1000, each with 2200 gallons of zas. Wind
was WSW all day, 12 to 20 xnots; temperature dropped to 2L°.

CURRITUCK compensated her compasses cduring the day, and tested
her 5" battery, including successful 7 gun salute to no one in particu-
lar, but in preparation for our liberty port a month hence., HENDERSOHN
repcrted excellent ice bays to the westward of us. She fueled to the
hilt from CACAPCH, who is now almost on weather station. HENDERSON is
on one engine, because of a condenser leak. They passed the British
whaler ARISTOPHANES during the night, headed east,

Recedved dispatch from TFC indicating his great interest in
the landing field site, discovered by Lt. Kreitzer at 109°E, and wants
all possible data. He can't send us an icebreaker now to get in there,
but might be able to after Little America is evacuated. If future
cperations are desired now would be the best time to investigate it.

I ordered HENDERSON to send her position, course, and speed
when notified of impenaing flight operations sc that planes could use
her positicn for homing or positioning.

Some ccnfusicn cropped up between the ship and the planes
today. Each day of flying I issue missions for one plane or for two,
specifying the priority of importance or missions. Usually planes are
ordered primarily to map the coast, and if unable tc do that, toc get
certain inland sectors up to tae 8C00!' contour, with flight lines &0
miles apart (3%f lengitude in this area). Today Baker One was to
map the coast 1o maximum westward with an inland segment as a2lternate,
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Baker 3 had a small coastal sector plus an inland one, He weathared

up and requested permission to change mission. I gave him a new

sector and part of Baker One's coast to map, and then orderad Baker

One to tracs the northern limits of the Shackleton Shelf Ice on return—
ing from the west. I} was all finally accomplished with soms duplicaticn.
There happened to be so much of interest to shoot that any duplication
won't hurt. This again illustrates the difficulty of changing missions
in the air.

By 1848 both planes were on deck. It was just too late to
send out a third plane, considering the large area covered today and
weather over the continent, Baker One followed the east clitf of the
Shelf Ice in to the coast, discovered a 20 mile square area of brown
conical hills, with little ice; large lakes of pea green, dark blue,
chocolate, and light green water, Since no smoke was sighted all this
is apparently caused by hot springs. They got some good colored
photographs, B-l also flew west and found Mi, Gauss right in position
but most of the coaat between the Shelf and this mountain is shown
considerably out of position, A new glacier was discovered at 88°E.
The Davis Sea was open but loose pack blocked the entrance. They
saw an iceberg estimated 10 miles long. The pilot talked to the
HENDERSON by VHF and used ADF on her., Colder temperatures are gradually
increasing gas consumption. Pilots experienced some large wind shifts,.

Baksr 3 found DENMAN Glacier area quite different from that
on the chart; found new nunataks east of there along the coast; went
inland 75 miles to ice cap altitude of 6000'; found some 5000' mountains
near tha coast, and delineated new coastline to the east of the Shelf
Ice.

I received a dispatch from the flagship asking for more informa-
tion on our PBM flights. The flights have aroused keen public interest.
So, getting publicity minded we dug up a young enlisted news correspaon-
dent who heretofore had carefully kept his light under a bushel. He
began to interrogate the crews and brought the results in to me (at
0330) for release. From then on we had one eye glued onto our new
public and moved into the fourth estate. (Upon completion of the
expedition, I was much surprised to learn that our doings were of
interest to anyone besides CTF 68. We got very little from the daily
press news).

The ARISTOPHANES passed us to northward, headed east, in the
late afternoon.

This has been a fine day.
Underway at 0000 Wednesday 12 February at 15 knots, moving

west for the next area., Decreased visibility slowed us down at times,
The sea was fine, but we ran into fog, and the celling dropped to the

Annex I-(b) - 38 -




RESTRICTED

masthead. Apparently we were under some influence of the Shelf Icse,
Just to soutis of us. HENDERSON reported bad weather, fog, and snow,
but water smooth as a mill pond., No flying today but prospects looked
good for tomorrow.

Several bubbles of Cp (Polar centinental) air broke off during
the last few days in this locale. This caused some weird looking
weather maps and gave our rain-prophets some bad times. There was
no new low in sight to the westward. In fact, we're beginning to think
this is a fine flying area., We passed one beautiful ice bay after
another.

I told the A0 and DD to move west at speeds.up to 12 kiots
and to keep station on us, I have stationed the A0 L0O miles north-
west of us now, the DD is remalning 300 miles west. The Task group
was instrvcted to keep whaiever local time desired.

I sent a dispatch to TFC today giving a general plan for
future operations. I plan to move westward at a good clip to SOOE,
arriving there by 17 Fsbruary. The primary mission will be to map
the coast, getting the interior only if really good conditions exist
and not to delay our movement. Then I shall return eas“ward at 150
miles per day to obtain continental penetration, re-photograph poorly
mapped coastal regions, investigate Kreitzer Bay at 109°E, and arrive
at 150°E by 7 March at which time depart for Australia. This plan
offered the advantage of moving east with good weather, and allowed
better judgment for departure from Antarctica. I also laid out my
ideas on penetration of the continent,

This dispatcn crossed an information dispatch from TFC men-
tioning a date for discontinuance of operations of 1 March, at which
time this group was estimated to be at 50°E. We were instructed to
conduct operations primarily to get the coastline; conserve fuel to
maximum so as to reduce buying it in foreign ports; reduce number of
fuelings to give the longest possible interval. TFC recommendzd that
we arrive Sydney, Australia, on 1l Xarch for 6 days visit.

By now the CACAPON was riding high, as she'd gotten rid of
much cargo. Her present load consisted of 36136 barrels of black
and 66L6 of diesel. According to my best computations, we would
burn L2000 gallons a day for 30 days and arrive in Sydney with just
about reserve fuel, without burning the diesel oil.

Thursday the 13th: At 0700 we found an excellent operating
area, The fog was patchy, but the aerologists said it would 1ift.
The other two ships were in the clear., A "bubble! had broken off
and was north of us, At 0845 Baker 3 was airborne, myself as pas-
senger,with 21,00 gallons., We flew into fog patches almost immediately
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upon take—off. We flew right up through fog layer, just after take
off and then learned that the vacuum driven instruments were not
functioning properly! We flew north for 50 miles to check our weather.
It got clearer, as forecast. At 1030 Baker 1 which was waiting for
our weather recco report, was airborne,

Baker 3 attempted to map the coast from 838°E to the westward,
however, the coast was souped in and we headed south along 88°E pas-
sing Mt. Gauss close aboard., We photograghed inland to the 8000' con-
tour, at 69°-16'S, then headed west to 85°E, then north to the coast,
swinging in to investigate and photograph a large nunatak 800' high
somewhat between ows~ two tracks., This nunatak was darx red and looked
like sandstone or granite. It was picked up on the radar 20 miles
away, and as we got cléser the radarman noted two other blips near-
by. When we got there we found what appeared to be rough spots in the
otherwise smooth ice cap. FrFrom this we surmise there was some ground
just under the surface., This indicated the value and future possibili-
ties of radar in searching similar surtaces, in conjunction with magne-
tometer swrvays,

My 1upression of the ice cap from an airplane is not startling,
but it may be interesting. The surface is apparently quite smooth,
but closer inspection indicates the ubiquitous sastrugi or long rolling
snowdrifts in a SE-NW direction, which can make travel across them so
miserable, MNearer the coast the cap is broken up into faintly discern~
tble crevassas and ice falls, and the radar altimeter indicated broad
and shallow valleys, or steps,over the entire surface. Around the
minatak's northeast corner was a large and deep pocket cut into the
ice, caused by winds eddying around the rock slope above it. The
horizon was relatively clear today but it was still hard te discern,
as the sky appears yellowlish-white as it approaches the ice cap. The
sky itself was a simple matter-of-fact blue, without a cloud in it.
The entire scene, you might say, was one of absolute and complete
desolation - blue above, white below - period, The vastness of it all
approaches the beauty of a desert or an open expanse of sea. My only
thought was "May I never have to take a walk down there®. ‘#hile we
can't say we photographed all this area, its' a cinch nothing impor-
tant escaped us for 30 miles in any direction, as we ran our cameras
about half the time. The return to the ship was uneveniful; the coast
was still covered.

Asked HENDERSON for straight information, from official

sources, as t{c¢ his "minimum fuel®™ situation and reasons therefore,

in order to estimate properly his fuel situation. He replied that
85000 gallons was his minipum for safe operations, and this included
ballasting all possible tanks. This is his lowest except in "extreme"
emsrgency, when he then sacrifices his stability. He already ballasts
tanks as emptied, as a routins procedure. It seems strange that a
man-of-war can't go under LO per cent of his fuel without running into
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extreme danger, even with ballasting.

I sent a dispatch to Hydro asking for information on how we
could get weather broadcasts of Prince Edward, Kerguelen, and St.
Paul's Islands, ail in the South Indian Ocean; also frequency aad
time of schedules between these islands and the major broadcasting
station. "It is urgently required for curremt operations®,

Baker One, flight 21, flew over Drygalski Island (which
souped up but was detected by radar al timeter under the clouds). He
photographed south along 91°E to 6995 (the 8300' contour) then sast
to 94°E, and north to coast. He then flew eastward to get a strip of
coast previously missed, amd on this flight saw mountains cn the
southern horizon - probably 100 miles south. He then flew to what the
flagship called "Pungers' Oasis® and, (as he later said) was %ccaxed®
into landing on one of the lakes by his crew. This event started quite
a disturbaice in the publicity line. We could not yet discern its news
value - aad sclentific importance. More photographs were obtained, on
the water and in the alr. The rest is well known. By the time the
furore over this simple piece of real estate had built up, I was rather
glad that we had gotten as little information on it as we did. Now
many people will be able to dream up all manner of ideas and schemes
in connection with it, without having to be disappointed to learn later
that there were no palm trees, Dorothy Lamours, and hangry fish within
its boundaries, It formed a sort of release from all the other pessimis-
tic world reports., All planes were aboard by 2C00,

Clocks were set back one hour today to zone time (-)9.
At 2015 we were underway to the westward at 15 knots.

Frem operations to date, it is apparent that if the Navy is
to operate extensively in Arctic regions, new terms will have to enter
the vocabulary of the naval officer. An HO138 for arctic naval opera-
tions is necessary. The General Signal ZBook will have to take ice
into account. Tactical publications must be reviewed in this new
light. The simple subject ®effect of pack ice and icebergs on naval
strategy and tactics® would be a neat little project in itself,

The aerologists! crystal ball said "no flying for 36 hours.®
and we commenced our fast run to the west as planned. A low was
beginning to take shape ahead of us. We're now in new frontiers, Not
too much is knomm of meteorology in this area. ™“Is the MacKenzie Sea
another low~collector like the Ross Sea?" is our biggest question among
many others,

Friday 1l February, we steamed westward at 15 knots, when

conditions would permit. CACAFON sent a dispatch in the middle of the
night, worrying about hitting bergy bits in the dark, and wanting to
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know if he should maintain his present latitude. (I had pulled him
south in yesterday's operations because I wanted my auxiliary sea-
drome closer considering the fog patches, #pulling in the enda"), I
answered - in the night also - instructing him to take station 40O
miles northwest of me, and to make up distance lost when visibility
improved, that safety came first., I then issued instructions to both
ships on how to move west, with the CURRITUCK as a guide. Our ®"fleet™®
really covered a lot of ocean area.

We ran into fog patches in the morning, but it cleared nicely
in the afternoon, After dinner tonight we encountered the heaviest
concentration of icebergs thus far; they simply covered the SG sccpe,
There was a slight "corridor® on bearing 3159T, and that was where the
wind was from, We then ran right into our densest fog. We eased along
at 5 knots., Then we got an RDF on an unknown ship (I believe on 500
Kcs) behind us to the east and later picked it up on the radar, out of
the innumerable bergs, so the CURRITUCK commenced fog signals., I felt
sorry for whoever it was in this mess without radar. These bergs were
mich more weathered than previous ones and were breaking up into bergy
bits. No large tabular bergs were seen., Some were very streaked with
dirt and old ice, and most of them had capsized. We made 5 %o 10 knots
all night on scuthwesterly courses dodging bergs., HENDERSON reported
crossing the Antarctic circle (entering the liacKenzie Sea) and that
their morale was up 100%, There should be more and easier circles
to cross, I was surprised that the pack was open that far south. It
begins to make operations in that area begin to appear more feasible -
weather permitting.

On Saturday the color of the water had changed to a distinct
green, and it remained green with all sorts of light conditions and
weather, We made 15 knots most of the day, even with occasional fog,
snow and rain. The IENDERSON was in heavy fog, and I warned her not
to get caught in the ice again - in that fog. The cause of this fog
was not quite understood. We did know that the "0ld" low that might
have given us good flying in this area had disappeared, and a new one
had appeared withcut warning out of the. northwest.

Hydro answered our plea for help on South African weather
giving us no assistance, and suggested we contact Capetown. However,
CNO has told us not to contact shore stations regarding weather., TFC
asked for more information on "Bunger Oasis® and we exhausted every
last drop of information we had on it, just remaining within the realm
of truth,

Radio communications with TFC were out for 18 hours, apparently
due to interference, distance, and much land (ice cap) between us, -
not an ionospheric storm.

I told the destroyer that heavy weather was headed this way;

and instructed her to get out of that ice pack and low visibility and to
prepare for a gale. An hour later came the reply that she was riding
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out a heavy sea.

Meanwhile we had been making much preparation to send a size-
able expedition over to Runger Oasis upen our return eastward., ¥We had
scouted the task group for any person with geological experlance, for
flora and fauna sxperts, etc. We wure getting the entire schems
shaped up to explore the several lukes using rubber boats with out-
board motors, a rock sampler, a portable fathomete.. FEmergency recall
signals, leaders, etc., hal Leen designated. We were getting a bit
interested ourselves, now.

Clocks were set back to minus § sone time on 15 February.

CTG 68.3 was dunkad sgain, transferring between ships. It indi-
cates that exposure suits should be used for transfer operations and
all work over the side in very cold watsr areas., The CURRITUCK's crew
bas besn well sermoned on falling overboard; I'm glad to see the stout
lifelines on this vessel.

Sent a dispatch to Bulsr describing our two helicopters!
repairs, and asking for comments, if any, before ssnding thsse plaes
on distant missions, Our inexperience along these lines, end the
price of carelessness, made us forget our pride in self-sufficiency.

The seas are getting rougher by ths hour, The wind reached

35 knots from NE, the baromstar dropped from 29%65 to 28.&6 and the
temperaturs rose from 33 to 36°F. The ship rolled 19° once, with a
staccatc of broken china, However, it was still quite comfortable.
We were on a collision course with the center of the gale, but strangely
enough, as ocur glass dropped precipitately and we were right in front
of the center, the winds were much less than those experienced by the
DD and AQ who were 200 to 300 miles further ocut than we. Since there
was a slight chance of flying tomorrow afternoon, I ox=iared the
CURRITUCK to close the pack by noon tomorrow, making maximum westing
mantm. If we can lick tha mlln..

By noon Sunday 16 February we were at 65°0-09'S 67°-13'E. We
had passed right through the eye of the storm and out of the western
side of it. We oncountered low winds, but a confused sea, caused
some uncomfortable rolls., Meanwhile the speed of HENDERSON had been
held down to 9 knots while we barrelled along at 15 and we had passed
her, 60 miles to northward, CACAPON was fighting a force 7 to 8 wind
and heavy seas, and also fell well behind her position, Her value
as a weather station had fallen off considerably, (No fault of her own
as in her latitude it was much rougher than in ours). The low had
stalled and was filling vp, and we could not fly under the existing
conditions,.
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Held a conference of senior pilots, photographic and aero-
logical cfficers on coming operations. Explained the priority of
operations with the coast coming first,and trying to learn the char-
acter of the interior at least 100 miles inland. We had expended
only 57% of our tri-met film. Therefore, we could afford to be a
little extravagant and change film magazines at more opportune times
during tlight instead of walting for the end of the magazine, and thus
avoid breaking up good photographic runs at the wrong time, It was
also decided that planes would carry extra film and rewind magazines
in the alr, as we had insufficient magazines to properly outfit two
planes at once. Also directed pilots to start using and relying
more upon magnetic compasses, since we were quits distant from the
gouth magnetic pole ~ just in case they're caught under an overcast,
and need magnetic courses,

At 1215, flying was impossible locally, 8o we changed course
due west to clear the ice pack off Cape Borley on the Kemp Coast.
Clocks were set back one hour to zone time (=)7.

At 1838 our CQM figured we were exactly 180° from the turp-
stile on the nickel ferry in San Diego.

I told the DD to be prepared to fuel from us tomorrow as
she was now quite ~>-%e to us and this would not delay opsrations.
It would also save s w‘her fueling later from the CACAPON,.

At this point there arose some confusion in communications
with the Flag. The original dispatch outlining our present scheme to
run west to 50°E longitude had been iunadvertently filed by the MOUNT
OLWMPUS, while TFC had shifted his flag (but not administration) to
the BURTON ISLAND., As a result, he was ignorant of this plan, its
changes, and its sweeping movements until an attendant matter was
brought to his attention. At this point our plan was "™un fait accompli?,
While he did not approve this deviation from the original plan, he
nevertheless released us from any culpability and praised our past
work, We realized that this had better be a darned good ideal

By nightfall the wind had settled down to 25 knots from east,
and we were definitely west of the low. We decided to shop around for
a good operating area and find some nice cold fresh air, right off the
continent. We kept running westward., The barcmeter was 28.60 and
rising.

TFC told TF 68 to be sure that no cne got caught in the ice
pack during the remainder of the cperations. We echoed his thought
on the matter. Some good bull sessions were used up wondering what
we'd do if we were faced with the prospect of a winter in the pack.
For instance, we would throw overboard all ammnition and otner
spare gear, carefully fill all wing tanks with water (also the bottom
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tanks and perhaps magazines) and allow them to freeze, thereby strength-
ening the ship against ice pressure to prevent rupturing thes hull,

That would mean the elimination of extensive heat in the boiler and
engine spaces, We'd evacuate all the excess crew by helicopter or

what not, and keep just enough tc fight the ice and get out in the
"spring thaw®,

The MERRICK, with no rudder, and NORTHWIND are fighting out
an 80 mile gale.

At 1100 ionday 17 February we had our first glimpse of the
Antarctic continent, when we sighted Proclamation Island, and the
ice cap and mountain ranges of Kemp Coast, from over some 4O miles
of heaving pack. This is the first land sighted visually since we
passed through the Tuamotus in mid-December.

The wind continued from SE; a solid overcast came down to
700" by midnight. The weathermen said the present 30 knot wind would
dacrease on the cother side of Kemp Coast promontory; that this head-
land acted as a funnel to the prevailing easterly wind., So we continued
the fast weaterly run all day. Sure enough, at 1300 the wind abated and
was down to 15 knots by 1500. But now the brash ice - and occasional
floes - extended well out to sea. There was also a NE swell, plus one
from NW, plus wind chop frcm SE. A few testing lay-tos disclosed an
occasional 3%0 roll, Firally any thoughts of operations were given
up today.

Passed a large ice floe which was almost pitch black thro:gh-
out.

At 1830 picked up HENDERSON on radar, astern of us, and sobn
she was alongside and fueling from the CURRITUCK. Issued instructions
to the C.O0. by fueling telephone for cperations in the immediate future,
I learned that he had encountered no ice pack during bis meanderings
in the MacKenzie Sea. It was really open! Fueled on course 320°T
(down-wind) at 6 knots; completed at UOL1l and sent the destroyer on
mission assigned. Sunset was at 2347 and sunrise O754; the nights are
steadily getting longer and blacker,

On Tuesday morning the CACAPON reported having fine weather -
the first in a long while., 3he's had a rough "summer" of it.

We kept heading SW at 5 knots, rounding Cape Ann, remaining
near the pack, ready to operate at dewn. It looxed good, but the
remainder of the day was spent in trying to lick the swells, brash,
snow, etc. It was very disheartening. Our view of the continent
yesterday whetted our appetites for further exploration., Open sun~
shine over the pack towards the Shore still showed under the overcast.
At 1700 we secured from a continuous flight condition II; the "wedge"
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had sneaked past us somehow and was ncw to the east. It passed us
unnoticed, due to local weather effects. This seems to happen when-
ever we are near the lee of a large promontory; it happened at Budd
Land; now funny things are happening here too...and now, faint signs
of another low coming from the west.

In addition, we note with misgivings that HO 138 mentions the
heavy N or NE swell all along tnis section of coast, but we did'nt
take it too seriously, for there's no reason for more swell here than
elsswhere,

In the afternoon we lay to near 65-43S and LSE, in a slight
ice bay, rolling 39 in good visibility and a solid overcast; we
should have been flying. About 2200 the weather map showed the
possibility of the wedge stcpping to the east of us. We got under-
way at best speed to chass it.

Next morning we were steaming NE to round Cape Ann,looking for
this wedge. At sunrise we saw that the weather was not good., Lay to,
scratching cur heads. Later, eased slowly south to look for a lee, By
sunset -~ back where we started from. The steady N swell prohibits
hoisting; otherwise, it is excellent flying weather,

. Kemp Coast is on the radar; determined current here at 2220,
knot
4 .

By sunset first signs of the low ajp_eared locally; barometer
steady, but getting snowfall, and visibility deteriorating.

TFC orders us to map coast to westward tc limit of safe opera-
tions before moving eastward, then fill in gaps coming east, He said
the oasis investigation is merely incidental, not to interfere with
coastal mapping; its use is for a possible future base of operations;
termination of operations depended upon operating conditions; and that
we are not committed to a date for visiting Australia.

Proceeding slowly westward along the pack, looking for a lee.

At 0630 Thursday morning we hesded north, at 15 knots, to see
if swells might possibly decrease further from the pack. It was another
beautiful day for flying. Both of the other ships reported slight seas
and calms. The on-coming low doesn't seem to be doing much to us so
far unless it causes the NW swells.

We rolled just as much 100 miles north of the pack as amywhere
else. So we decided to head SW to 35°E, where HO 138 hints at a large
collection of bergs and a sharp turn of the pack - which might give us
a lee. I sent a dispatch to TFC explaining the swell situation - as
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much asking for help as trying to alibi for recent lack of flying
results,

It remained good weather all day. We are north of the east-
west Antarctic front (the boundary between the polar air mass and the
relatively "warm" maritime air mass). Haraly a sign of a breeze all
day.

In the afternoon CURRITUCK tested the HO3S with 3 hovers for
each pilot, with crash boat standing by in the water. Some bugs came
to light; by tomorrow should have final test flight.

At 2200 cloud formations to southward were noted - the Antarctic
front, It looked just like a tropical front, even to great vertical
developments of cumulus, anvil and all. Took pictures of it, just to
prove it.

Friday 21 February we steamed on course 230 all day at 15 knots,
looking for that lee to eastward of Gunnerus Bank. At 1258 we crossed
the Antarctic circle for the second time, at 37-53°E. Set clocks back
one hour to (-)6 gzone time.

TFC says if sea ceonditions don't improve within 2 hours, to
move east.

At this time the necessity of weather information from South
Africa, which was now getiting tc the nortiward of us, was forcibly
brought to our attention. We accidentally intsrcepted weather reports
from some sort of "Antarctic Weather Service® frem a Scuth African statica.
Apparantly forecasts were made for the benefit of Norwegian and British
whalers, from the whalers' reports. This forecasi gave daily positions
of lows passing through our area from as far west as Greenwich meridian,
and gave their rate of movement., ie found this data of some use in
calculating chances of operating. No small bit of information is too
unimportant down here. We often wished our weather service were more
complste, our maps more extensive in area, and that we could exchange
all manner of meteorological data with the several whalers in the
Antarctic with us, I'm sure they would have willingly allowed us in
on their circult, as we had more to give than they did, and we were not
competing with them - i.e. - no American whalers are operating in the
Antarctic,

I asked the Scripps Institute oceanographers in the CACAPON
for their opinion of this swell - where does it come from, why, etc.
In reply they didn't feel they could hazard more than a guess, and
thought them possibly caused by monsoons, and/or prevailing westerlies,
Tnere is also the matter of :resonance. Again and again we would stop
to test the swell; it would steady down... and suddenly a 5° roll, just
when we were about to crder ®*fiight quarters",
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At 1800 sightea ice blink, much further south than expected.
Worked westward, found a big streamer of pack ics siretching to na th~
eastward, which gave some protection from northwest. If the wind
would shift so as to hold our stern or bow into the swell, we might
be able to launch. At 2300, moved several miles NE and lay to. We
were in the "lee of Gunnerus Bank", and there was some protection.

Washington's Birthday was jackpot day in the Antarctic. Our
position was 67-42S, 3L-15E. Variable light winds from SSW, SE, E,
and ENE. Scattered and broken clouds, and excellent visibility. At
0700 we moved in toward the pack. At O8L5 Baker Three's APU (auxiliary
power unit) failed and had to be repaired before flight. 0955 Baker
One airborne with 2600 gallons, flying to westward.

The temperature dropped suddeanly from 28° to l9°F, and stayed
there most of the day. The boats started having strainer trouble.
Eventually all boats except the crash boat froze up; they were hoisted
on board for melting. The ice is very hard. At 101k launched the HU3S
for a 1 hour test flight,

We probably place too much stress on the swell in this report.

It would scarcely affect carrier operations, but it may, on the other
hsnd, affect amphibious operations., The knowledge of cause, effect,
and sigzes of swell could stand some research. There aren't very good
methods of measuring it, either. Owr station ships report caim and
smooth, when we get 3 or L° rolls, several hundred miles down-swell
from them. These swells are hardly perceptible to the eye, As they
come from several directions at once6 they probably do get into phase,
build up momentarily and cause the 5~ rolls.

By 1220 Baker 3 was airborne, flying to eastward. The HO3S
got another hour in the air in the afternoon and is now in full com-
nission, Current is north, .7 knot, rounding Gunnerus Bank, and may
explain the large ice pack sireamer, miles thick, reaching to NE.

A boating party went well into the pack and captured 3 Adelie
penguins, which were crated on the CURRITUCK's fantail, A wood and
canvas swimming pool wes built for them adjolning the crate.

it 1500 Baker One radioed "Surrounded by high mountains.
Having wonderful time. Wish you were here, CAVU WX" (Perfect Weather),
He was really doing some discovery workl

A new low was picked up to westward by the CACAPON., We are
now between two lows - the first one passed well to the north of us,
giving us little else than swells, Meanwhile the swell was begiming
tc pick up almost imperceptibly here. The sky became overcast. The
surfaceof the sea began forming new ice when the water became calm,
and under the overcast, or in the ship's shadow.
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At 2112 Baker One was on board, having mapped the coast from
3L to 15°E., He discovered tnat what has been taken for coast all this
time is actually the edge of a great shelf ice,probably larger than the
Shackleton Shelf Ice in areas. The actual coast is 30 to LE miles south
of the present plotted position. 1Its presence was verified by radar
altimeter, The true coast was marked by ice falls and a gradual rise
in elevation., He also discovered a 130C0' mountain range, with the
ice cap piled up behind it, and glaciers spilling out to seaward through
its passes., Another lower mountain range was discovered, and several
nunataks. The weather was CAVU the entire trip. He expended 6 tri-
met magazines. Water froze on the plane on takeoff and landing.,

At 21,2 Baker 3 was on board. He had mapped the coast in
general between 3l and S50E; some bad weather was encountered., He made
a single flight line just inland from the coast between LO and S0°E
without seeing the coast line itself because of clouds, but gettinug
radar pictures of it., At Amundsen Bay he nhotographed the western
and southern shores and the mountains lining the edges of this bay,
but the east coast and VWhite Island (if existent) were obscured. lie
ercountered heavy icing, climbed on top, and returned to the ship,

He also discovered several new gtaciers, Returned to the vicinity

of the ship, he then mapped Prince Harald coast from 39 to 3L°E,
although again not sighting the coast line very much due to clouds,

By strange coincidence the magnetic compasses on this flight remained
within 2% of the grid cocurse for the entire trip - in other words, the
magnetic variation equalled the longitude.

As the success of these flight began to shape up, I ordered
the DD and AC to steam eastward at 7 knots,

At 2215 we were underway to the 1, along the pack, at 13 knots.
Thus, we will gain position on the other ships, who are somewhat tc the
east of their station. e hope %o gain Kemp Coast by Tuesday morming,
then reach back and photograph Amnundsen Bay and intervening coast.

In hoisting a PBM on board tonight, we took a 3° roll at the
critical time of lowering the plane onto the deck. The PBM's wing tip
float swung well in between the wings of the SOC -~ and didn't touch
a thing.

On Sunday the visibility dropped steadily during the dayv,
and snow set in, We left the pack, heading for Cape Ann, By 2000 the
wind was LS5 knots from dead ahead, and we slowed to 10 knots. The
glass hardly moved from 29¥C0O all day. We are now in a "trough" as
a result of the low to the NW, plus the antarctic wedge to the south.
Much of the ship becane coated with ice from spray and snow. ile are
in an area of "tightened gradients™ - hence the high winds., These
winds gradually loosened and wrecked the port ailercn of the after
PBM - and of course on the wing that projects over the side, Again
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we must move the plane inboard to repair this casualty with an esti-
mated time of 4 hours.

Monday morning the wind moderated to 30 knots, but it still
made rough steaming for us at 10 kmots. The other two ships gained
position on us due to our slowing down for the storm. This narrowed
down our weather information, and illustrated the vaiue of the “art"
of stationing and using weather ships.

By 1630 we were neaded east. There were signs of our passing
through the tront,.

Leatned that Little America had been svacuated,

Tuesday morning we steamed scstward at 7 knots into fairly
rough seas. The HENDERSON wes ordered to slow down as she was closing
too much to be of value to us, Now that we were more or less home-
ward bound, she was more "eager beaver" than "reluctant dragon®., In
fact, we all were, somewhat,

Soon it calmed down a great deal; ws sighted ice blink and
closed ths pack to the SE at 1230, Shortly thereafter Proclmmation
Ialand, the black mountains, and the ioce cap of Enderby Land were in
view once more, and the CURRITUCK commenced plotting in mountains by
visual and radar, to verify the chart. A new method of surveying land
over 4O miles of icepack!

By mid afternoon the wesather became perfect., The NW swell
died domn, but still getting a prohibitive NE one. By sunset this
was gone toc - and so was the sunlight, Kept steaming eastward along
the pack at best speed; in the meantime stopped the DD and slowed the
AO. The Kemp Coast - or a mirage of it - was ir sight at sunset into
the setting sun, out of radar range. At 2320 lay to off the ice pack,

During the night a large iceberg came over the horizon and
passed within 7 miles of CURRITUCK without slightest indications on
G radar scope, which was otherwise functioning perfectly. This was
one of our major mysteries.

At 0750 Wednesday, Baker I was airborne in fine weather,
However, all 3 boats froze up within 5 minutes of being water-borne
- the temperature drupped to 14°F. It was necessary to use blow
torches to keep ths boats going. As soon as Baker 3 was gone, Baker
1 was shif*ed forward and athwartships to repair the aileron. Viith
a great sigh of relief we learned that there was no internal damage,
and repair would be simple, &t 0932 we were steaming eastward at
15 knots to keep ahead of a low which seemed to be chasing us from
the west.
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Again I had to call HENDFRSOM, for moving eastward at 5 knots
all nizht after having been ordered to lie to.

The penguins' salt water swimming pool on the fantail completely
froze over; we broke up the ice and they hopped right in, got good and
wet, then sat around the edge looking miserable,

There was much sunshine today through broken clouds.

Baker 3 was on t:ae radar screen a good bit of the time and we
were able to plot in much of the coast within 100 miles of the ship.
tie went west to 56°E where clouds stopped him, reversed course and
mapped the coast to 70°E where he was again stopped by cloud. He
used all his film. The plane took on an estimated 300-L40O0 # of ice
on takeoff, Ymaking the plane sluggish". He also iced up his statiec
tube which affected instruments for 3 hours,or so. The plane was on
board at 1610, Nothing startling was accomplished on this trip, as
the coast is relatively well known - i,e. - several control points
had already been established.

At 1840 again making 15 kno*s to eastward. All day we'd been
keeping "in the Wedge"™ and ahead of a line of low clouds to the west-
warde. It caught up to us while hoisting B-3 and stayed with us as we
moved., However, there was a chance we could keep in good weather.

A1l planes on board CURRITUCK were now in commission,

A% 1600, while lying to, a group of icebergs were noted to be
aground exactly where 79 Fathom Shoal is indicated in the British
Admiralty cliart: These are excellent charts, by the way.

All ships were ordered to move eastward. By now I kmew that
the only way to keep the AO and DD in the proper weather station was
to order them to move at certain speeds and in certain directions,
otherwise they'd pass us going east in the rush to reach pzrt. (While
this was not the actual casz, it seemed so at times to the aerologists,
who would have liked them 500 miles out had they had their wayl).

Thursday brought continued fine weather, easterly and southerly
licht winds, temperature from 25 to 20°F, and a smooth sea. It was
now 3600 miles to Sydney.

The TFC was back in MOUNT OLYMZUS and heading for New Zealand.
Steamed eastward at 10 knots all last night, at dawn, 15 knots,
except in snow., We started chasing good weather as seen frow the ship

and by 112l; decided the wedge was south of us, stationary, and we
headed for it. At 1¢30 we met the pack, with streamers of new pancake
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ice; the wind wac 19-20 knots with no swell, e were on or near Fram
Bank, in 280 fathoms, and again within the Antarctic circle; our posi-
tion was 66-L0S, 71-27E. The date is Thursday 27 February.

At 1433 Baker One was airborne and by 1516 Baker Three was
also in the air. MNot too much was accomplished. No coast was mapped.
Baker 3 went well inland of his area (southwest shore of the MacKenzie
Sea) more than &0 miles from the coast, over solid undercast; the ice
cap was found there to be 8000', a new mountain range was discovered
as well as another group of small mountains., The tri-met magazines
kept breaking down and the static tube froze up on takeoff. The pilot
used radar over the ice cap to plot the mountain ranges. The other
plne (Baker One) sightea no land at all, but learned that a small or
secondary low was located to the east, which caused the eastern shore
line of the llacKenzie Sea (his assigned area) to be suuped over.

The boats froze up again - but not the crews; they surely
can take itl!

Plans were issued to AO0 and DD to rendezvous each other for
provisioning, after which the oiler will fuel the tender.

Sighted our largest iceberg today - (74 miles east-west alone,
by radar) well to the southward., The area is full of magnificent bergs,
probably stranded on Fram Bank.

The big low was passing 1o the narth of ws; we were under the
protection of the Antarctic front to our north., We were indeed happy
that this liacXenzie Sea area was not a "low collector" like the Ross:
Sea at this particular moment., Do not understand why we didn't get
swells from this low.

¥ept moving eastward, stopping only to recover aircraft, which
were all aboard by 213). Sunset was at 2047 and sunrise at 0525 (-6).
Tonigiit we lay to. At 0630 the next morning we started moving eastward,
but the wind rose to 23 knots, Still no swell. \le estimated that
coasts would be socked in until late afternoon.

About 1100 CURRITUCK stopped in the lee of an iceberg to test
operating conditions. The berg didn't help too much - just wasn't
large enough., The wind rolled over the top of the berg and caused
all kinds of variable winds and eddies,to judge by the surface,
However, it helped smootn down the chop. At 1650 lay to for the
day, north of the pack. Many bergs were around us, the sky was clearing
up and things looked good for tomorrow.

TFC ordered us to continue our high speed run to eastward,

filling in gaps of coastline if weather permits; at 110°E to discontinue
operations then proceed to Sydney via Bass Strait.
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CACAPUN reported arriving at her rendezvous - but no HENDERSON.
Two hours later they met and started fueling., Another case for the RIF.
Later the AO reported her gyro failed while fueling the destroyer, but
fueling was completed. CACAPON proceeded eastward to meet us; HENDRERSON
remained 300 miles to NW.

About 2300 a brilliant display of Aurora Australis commenced
in a cloudless sky. It slowed as a long brilliant streamer, like a

scarf of very gauzy material, from a northeasterly direction clear across

the zenith to the other horizcn, and changing shape every two or three
minutes. At the same time I saw the clearest and brightest shooting
star I've ever seen.

We were recady to go at the crack of dawn (Saturday 1 March).
And as the dawn cracked, the wind unaccountably whipped up to 20 knots
and the sky clouded over after a perfectly clear night. At 0410 headed
west at 15 knots; the wind went up to 23 or 24 knots. At 0930 the
wind was down to 17 knots and ¥e headed for the pack for operations,
Baker 3 was airborme at 1150. Baker One developed a defective gasoline
pump and could not yet be hoisted over.

The helicopter was launched for a one hour flight in the
morning and was flown again i1n the afternoon.

At 1255 underway to eastward at 13 knots. Shortly after,
Baker 3 reported "discovering" another oasis, not as spectacular as
Bunger Oasis, but along the same order. However, this was determined,
as suspected, to be the Vestfold mountains, already delineated in
HO138; it was the first time it was properly photcgraphed, however,
The plane got low level photos, but did not land.

By 1310 Baker Une was repaired, and at 1507 he was airborne;
however, he developed a serious gascline leak, jettispned gas, and
came back aboard, Then we proceeded eastiward again to meet Baker 3.
By now we began to get just a little concerned about him. Sunset was
at 2040 and he was a long ways off, The aerologists dug up a new one
for me - a "precip shield® was moving down from the NW quite rapidly,
which womld give us 1/8 mile visibility., At 1735 ordered the plane
to be back by 1930, and at 1805 told him to return now, Frankly, I
believe it was a case where we'd gotten to the end of the season
without any big mistakes and we all wanted to keep the record clear.
We were beginning to be pursued by the spectre of ®what would you do
if you had a forced landing away off toward the continent NOW“l

Sent a "well done® to HENDERSON for her aerclogical personnel

who took a rawin in heavy snow, seas, and wind - a difficult tabk and
one which gave very valuable data.
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Baker 3's flight was quite productive; the coast was mapped
between 70 and £0°E. The “1land" betmeen THORSHAVN and SANDEFJORD Bays
was actually a 60 X 120 mile shelf ice, and the true coast was at a
range of mountains near where the previous flight discovered a new
mountain range. The entire flight was in CAVU weather. The SORSDAL
glacier was found to be much larger than charted. There is much open
water in the south MacKenzie Sea. The coast from 80 to 88°E was all
souped over, and the weather was closing in., Baker 3 landed at 1922,
on board by 1943.

At 1900 sent the group "Heads up, tails over the dash board,
homeward bound™. Told the DD to move eastward., We headed north,
securing for heavy weather. This was no place to run into a bad gale,
We had used up a lot of bright shiny good fortune in the MacKenzie Sea.

During the night we met the ™precip shield". It snowed
heavily and we had some pretty good winds,

Sunday morning 2 March headed northeast. Began meeting much
brash ice and growiers. At 1908 sighted CACAPON, who fell in astern.,
Issued the plan for our run to Australia, Houghly the scheme was for
the CACAPON to take station well to NW; AV and DD to proceed eastward
togethar to 105°E wherea AV would top off DD!'s fuel, then DD would
continue east at 15 knots. When ordered, all ships would head on
great circle course for Bass Strait, The purpose was for the heavy
ships to form a weather screen for the destroyer, who would be pre-
pared for a high speed crossing between gales,

The icebergs were pretty thick now and they were breaking up
into bergy bits. Barometer dropped to 28950. Temperature rose from
23 to 359F, We apparently crossed several currents, as the injection
Jumped L°.

Monday, 3 March, steamed east tc avoid bergs and brash ice.
At 0330 picked up HENDERS3ON on radar; used searchlight to help her
locate us among icebergs, All three ships are now in company.

CTG 68.3 ammounced he had discontinued operations and was
retiring, We still had a slight chance to map the only missing section
of coast we could possibly get - from 80 to 88YE. This has been a tough
nut to cracke.

0800 CURRITUCK commenced fueling from CACAFON on course 110°T,
speed 8 knots, dodging bergs and bergy pits. Fog and high winds had
been forecast; actually it was perfect. The tender took 401217 gallons
of black oil, the highest amount so far. Completed fueling at 1325,

At 1045 RDF'd Norwegian ships to southeastward. 1 am sold on
keeping fDF in our ships.
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HENDERSUN wants to fuel again; can take S00C0 gallons. e
had dumped a lot of “contaminated fuel™ overboard., CACAPON called
hir - why not use settling tanks or give "poor fuel" back to CACAPON
on next fueling? At any rate; HEIDERSON fueled again from CACAPUL,
who then departed for her vosition to northward for the crossing.

At 2000 changed course to southeast to close pack, in case
weather allows us to fly tomorrow. HENDERSUN got a condenser leak;
steamed on 1 engine; repaired in L nours.

Tuesday, L March, and in a bad growler area, These babies
are something to give pause., They're hard to see and can't be picked
up on radar, especially in a rough sea., Searchlights help scme if
there is no precipitation in the air., To get punched by a growler
or a floe at 15 knots is no joke; it probably means a hole, maybe a
big one, forward., They give the ship a distant jar at 5 lmots, Trying
to make any speed at night, especially in dearkened ship, is practically
imnogsible. Slightly armusing is the fact that the stewards' mates
living compartment is on the waterline, and when we first ran inte
heavy brash or pack, it made such z racket in their compartment that
they made an almost dangerous exit for topside,

At OL3C with snow, swell, and signs of a low in the MacKenzie
Sea decided against flying today; heacded east at 13 knots. Our noon
position was 62-L1S, SL-19E.

e now have another ionospheric storm, with no comrmunications
with TFC but receiving Washington Fox.

The 1600 weather map showed almost ideal conditions for
commencing the run for Bass Strait, although we were still west of
the longitude at which we were ordered to cease operations. Orcered
AV and DD (in company) tc commence run at 163 knots, came t» course
080°; ordered CACAPCH to zake 17 knots. Recuested permission from TFC
to cease operation now, civing circumstances.

While desirous of making best speeds, day and night, to clear
tre Antarctic, the ships are dogged by having to slow down at night
because of growlers. It was suggested that a powerful searchlight,
located in the very; stex of the ship, might be vest used to illuminate
the snip's path without blinding the bridge watch and lookouts. Some
research along this line is indicated for th’s vroblem, so peculiar
to Arctic areas.

Cur course of 072°T is taking us out of the Antarctic all woo
slowly; however, © CAr0N is =1 v out of the ice belt and szould

y» the CaCAOl is zimos
Ye waking good sceeds dzi and night soon.




HESTRICTED

Cormuniceted plans to Task Group fer titivating ship and
making respectable entry into Sydney. Hope to anchor in Bass Strait
to accomplish this. Ordered HENDENSON to proceed independently at
maximum speed of 22 knots to latitude 50%5, on great circle course
to Bass Strait, then awalt me inside the Strait. Discontinued
weather reports to TFC., Issued a movement report "from Antarctica to
Sydney",

The weather remained excellent; no "screeching sixties" so
far. There is not & slight indication of a low to the northwest;
it couldn't look better for a fast crossing.

Sent a dispatch to Alusna lielbourne con our movements, with
ETA at Sydney. Learned later that this dispatch apparently went
from us to MOUNT OLYXPUS (in New Zealand), who sent it to Samoa, who
cavled it back to Alusna New Zealand (in same port with MOUNT OLYMPUS)
where it died a natural death znd was never received in Meitbourne.

On Thursday 6 March set clocks ahead one hour to minus 8 zone
time. e nad some moon’iight last night; this allowed us to make 10
knots during the night. Received approval from TFC for our dash across
roaring forties; dispatch delayed by ionespheric storm.

CURRITUCK made a successful full power run, claiming 19.3 knots.
Sighted our last ice berg this morning at 0500. A% 1300 we were cn
course 056°T; a great circle course changes rapidly in these parts,

TFC raquested complete information on our fuel situation, asg
I was somewhat apprehensive on this matter; I had reguested permission
either to fuel at Sydney or stop at Samoa enroute U.S., to make sure
of sufficient fuel, without having to burn more expensive diesel.

On Friday morning 7 karch, after maintaining a good speed all
night due to full moon, we encountered a strong north wind blowing irn
toward a low that had whistled in from the west and passed to the south
of us. We felt its effects a very short time, and the wind was socrn
dovn sgain to 1l knots from NWX. Barometer was now «9%20, temperature
LSPF. It was now so "warm" that our Adelie penguins were gasping for
breatr (seemingly); they were placed in an unlighted chill box below
decks and seemed much happier. The Antarctic winter had sei in sudden~
1y for them.

CACAPON reported her boilers to be in bad shape, and wanted to
reduce speed to allow boiler repair and overhaul, and to proceed inde—
pendently, meeting us outside Sydney., Warned him of approaching storm,
now detected to NW; told him to nold his speed until tomorrow, Other
two ships will maintain high speeds.

Computed our fuel situation as follows: There was just enough
fuel left to get the CURIITUCK to Panama at 15 knots and the othsr two
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ships to San Diego at 12 knots, and be just a little under reserve.
Conveyed this data to TFC. Thils used the diesel oil.

Un Saturday set clocks ahead one hour to minus 9 time.

The low picked up tc the west is approaching us at 4S5 knots,
This is "™unfair to Antarctic Explorers”. No storm should move that
iast. The wind was freshening from btre north by noon. We crossed
the trough and the wind backed to !/, and by sunset we were rolling
under a LO knot breeze, but still steaming at 15 knots. The low
rapidly passed to southward of us and we are now on course O41°T, to
get away {rom the center as fast as possible.

At 1720 we picked up the CACAPUN on radar, dead ahead; she
crossed to starhoard on course 090°, riding along with the storm,
We sent her the CURRITUCK's course and speed. CACArOL interpreted
this as an order to follow us, and at 1900, on course 035°T, she
reported she was taking too much water over the bow,and later that
she had lost her forward starboard life raft. Told her she was not
ordered to follow us; to pursue a safe coursa.

By midnight we had slowed to ten knots. There was a full
moon again. It was beginning to blow harder all the time., CACAPOUN
decided not to slow down for a while, for beiler work, but to get
out of this weather first,

At 0630 Sunday morning a cold front passed us from NW, with
gusts to 70 knots. The frunt was distinctly tracked on the radar as
a remarkably solid mass, ‘a band 5000 yards thick, moving across the
radar scope at LO knots. It was accompanied by torrential rain, and
the seas increased thereafter, Notified AO and DD of phenomenon.

Now we knew we were in a gale. The winds weren't too hizgh -
LO to LS knots, but they had a terrific fetch., This storm was
thousands of miles across, Strangely, these gales are not of high
intensity at the center with diminished winds at the edge; alimost the
entire area had the same winds., If anything, as we learned previously
the winds might be lighter in the area just outside the eye. [hese
waves we were experiencing, had 1500 miles of straisht open sea, with
an almost unvarying wind direction to tuild tnem up.

Fortunately, the destrover was (relatively) comfortable the
entire time; his winds were consistently 8 to 10 knots lower than ours,
due to his comfortable distance ahead of us, She, as well as CACAFPON,
was able Lo maintain 15 knots all the time, ¥ith our planes on the
fantail we had to select a course to reduce roll, keep seas off thne
fantail, and yet get out of this blow - and the next one. It was
too tig an order. The CURRITUCK rode comfortably at first but she
began to roll, and soon rolled just enougile.. at Lill she took a 23°
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roll to starboard that loosened the spare PBY on the very stern and
rolled it lightly into Baker Three's nose, doing minor damage. Then
the ship rolled 32°to port, and over the side went the PBM, leaving

the beaching gears, all bent and crystallized, useless, and well

tied down, on deck. The deck stayed dry, A few minutes before, 2
youngsters had been in the plane, helping ti secure it even more. They
were furtunate; the plane disappeared in 20 seconds. The spare SOC
float was also wrecked in the ruckus, Most of this was caught by a
movie camera held by Marine Warrant Officer Chapel,

By LS we were on course O10°T, at 9 knots, and gradually
came around to 330°T., This steadied the ship down enough to replace
worn out rocking blocks under the beaching gear.

About 200C we rolled 35° again; slowed down to 7% knots.
It was wonderful to see those waves come in., The ones that did the
heavy work formed up before one's very eyes; there was no watching
them come over the horizon, They seesmed tc combine from two different
directions and form a series of three or four very high, steep, and
short waves, that would form for a matter of a minute or so, then
decrease once more, to normal size., They were larger waves than ones
I've seen in typhoons in the western Pacific in much higher wind
velocities,

Early next merning, more damage was recsived by ons of our
other PBN's when the tail beaching gear fittings crystallized and
partede A jury rig saved the plane from further damsge., Also the
cables secured from the engine mounts to the deck had pulled 3 out
of I engines out of line. This left us with only one flyable PBM.
It seems that the lesson is to be able to cradle PBM's on deck for
long and rough voyages.

By 0900 Monday 10 March, the low causing us all our misery
had started moving SE again, and winds and seas began to abate. By
now we were on course 055° at 163 knots.

The destroyer rounded King Island and this evening anchored
in the lee, in Bass Strait, Ordered the AO and DD to rendezvous and
fuel, move east and await us. A storm warning of another low moving
toward us was issued from PERTH, We're getting out just in t' .me,
Our barometer is steady at 29.40 and the temperature is 60°F,

As a passing observation, it is believed that more study and
research should be put into automatic weather reporting stations. They
mist be made simoler, more complete and more reliable. It's tne only
way we'll ever really learn the weather in tiie Antarctic - the easy way.

On Tuesday 11 March, changed to zone time -10. Excellent
weather today; heavy swell from port quarter, but riding comfortably,
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At 1135 the 3K radar picked up King Island at 80 miles. intered Bass
Strait about sunset, HEIDERSON fueled this morning. Received a dis-
patch from Alusna Melbourne wanting to know our ETA at Sydney, indi-
cating he never received our dispatch of the Sth, Sent a tracer on this,.

On Wednesday at OLS3 the entire group was formed in column, and
early in the morning sortied east from Bass Strait, proceeded narth,
and anchored on a bank several miles off the Australian coast, to clean
ship. While doing this a cold front caught up to us and we had to knock
off titivating., Held a conference of CO's on board to discuss our stay
in Sydney. Underway shortly for that port.

Thursday evening passed British cruiser and 3 destroyers
holding gunnery practice, and exchanged pleasantries.

0800 Fridayl March entered Sydney harbor, firing 21 gun
national salute. Later fired 13 gun salute to RAdm Farncomb, RAlN, in
A3 HOBART. (Our saluting charges, I learned later, were guaranteed
20% mistires. The salutes were pretty ragged, but we got away with it,
We used 5" blank charges, with much burning cork and not too much noise).

A1l 3 ships moored in Woolloomooloo Bay; we sort of moored
accidentally, as there were no line handling parties ashore; had to
land our own men to help a few itinerant dock loafers do their work.

Moored at 0915, Alusnas ielbourne, Captain Tompkins and
Cormander Moynahan came aboard. The fun began immediately. By sunset
I had called on Admiral Farncomb, RAN (also know as SACAS - Senior
Admiral Commanding Australian Squadron); then RAdm. G. D. Moore, RAN,
FOIC (Flag Officer in Charge) ashore at Naval Base Headguarters,
Shortly thereafter both calls were returned. At 1400 called on Consul-
General, Mr, Neilson; then the Lord Mayor; then Lieutenant-General
Berryman at Victoria Barracks; then Air Commodore Lachal at Bradfield
Parx; then the premier of New South Wales, Mr. McGirr. At 1700 a
large cocktall party was held in Hotel Australia by the naval attache,
At this time I learned that the American Ambassador would call officially
on wWecdnesday, and stay for lunch, with some guestse.

Here it is sad to note that two splendid young men of the
CURRITUCK's helicopter crew met instantaneous death this evening
in a motor accident, shortly after going ashore.

Next day, Saturday 15 March, I received an official call
from Consul-Genéral Neilson., Then we both called oftficially on the
Governor, Lieutenant-General Northcutt. Also tcday our aviators
received briefing on local flying from Squadron Commander Kingsford -
Smith. (We requested permission to fly; the Britaish said to just go
ahead and fly without asking, so they'll never be embarrassed if
someona else were to ask and they'd have to refuse permission, I
could not quite follow the logica).
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Faceived sailing orders from TFC or 16 March.

Monday 17 March received official calls from Lieut.-General
Berryman and Alir Commodore Lachal, Lieut-General Berryman remained
for lunch.,

Tuesday the HO3S took off, flew to Bradfield Park and flew
the Air Commodore and several of his officers in it. The PBM :made
a JATO takeoff in the harbor, At 0930 received an informal call from
Lt. Com, Smith, Royal Netherlands Navy. At 1000 Lt., Com. Powers and
Ly officers of the RAN came aboard to get data on how to prepare ships
for Antarctic work. Several CURRITUCK oificers gave them data of non-
classified nature and suggested they request more detailed data from
the Navy Department via official channels, 1130 RAdm liocre gave
cocktail party to 20 American officers at his mess; at 2000 he gave
a dinner at his home for the commanding officers.

Wadnesday, I told both Admirals of my intention tc get under-
way tomorrow, HENDERSON fueled from CACAPON {alongside each other).
At 1C00 all CO's called on the American Ambassador, Mr, Butler, at
Consulate-General, At 1130 the Ambassador called on us officially.

We had quite a time about the gun salutes which were greatly desired;
fortunately permission was denied by the port authorities, as it would
have broken many windows of the warehouse alongside, and probably set
firs to the stores inside. All went well, apparently, and a luncheon
for 1, held after an inspection of the ship and viewing of photographs,
went down successfully. At 1700 a cocktaill party was held for us by
the Governor, at Government House. The helicopter flew again today.

Thursday 20 March PBM flew again in the morning and was hoisted
aboard. 1000 received official visit by Hon. C. R, Evatt, representing
the premier, Mr, McGirr, HO3S flew again for the Aussies and finally
landed on board while we were proceeding down the harbor channel,

1345 the destroyer was underway, followed by the tanker, and tender
at 150C. Many messages went back and forth. When clear of harbor
formed column and set course to clear north tip of New Zealand. Two
negro stewardsmates were left behind AOL.

We were unable to fuel next day because of high seas; besides,
the tender shculdn't fuel until the latest practicable date, due to
her long trip to Panama. In the evening CACAFON complained of "heavy
seas breaking over ship, taking green water over bridge", in danger
of losing 2 cadavers overboard (in caskets)., I suggested he deballast
and move caskets to a safe area. This he did and was able to remain
in comparny. At 2220 changed course to bisect course between Fanama
and San Diego, as this rough weather may continue and prohibit fueling
for some time, and I didn't want to take the A0 and DD too far out
of their way. Nor did I wish to reverse course for fueling.
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Fueled CURRIIUCK from CACAPON commencing 1022 Sunday 23 March.
Upon completion, detached CACAPON and HENDERSCN to proceed in company
to Viest Coast,

TFC recommended we try to get to Panama a day early, that is,
on 9 April. This will be pushing pretty hard, but CURRITUCK will try.

Crossed the date line at 2318 and repeated Monday 2l March
12 minutes later, which is pretty close timing. Early in the morning
of this second date we passed through the KERMADECS, spotting these
lcnesome rocks on radar. Ran into a thick fog bank for severzl miles
this afternoon.

Here are some thoughts on "the Ideal Composition of the Next
Antarctic Expedition™:

Compogition: 1 CVE, with TBi's tri-met configured, and 2 RiD's,
knocked down, for rescue purposes over ice cap, These planes would
accurately map the coastline, being always on the radar of either CVE
or icebreaker,

1 AV, eqguipped for passage through ice pack, including steel
propellors and protected (anti-ice) belt, with 3 PBM's carrying MAD for
long range interior recco; to operate in water inside ice pack.

1 Icebreaker, with 2 helicopters, to accurately benchmark
coastline, sound coastal waters; for air sea rescus; horizontal coastal
photography; soil samples, etc - and tc get AV in and out of ice.

1 Tanker, for fuel, and weather reporting,

1 ¥leet tug, for tow in case of damage, and for weather report-
ing.

And if necessary, 1 plane guard for CVE if she is unable to
carry large enough boats for this purpose. Travel of this force
should be from west to east,

On 25 Yarch we raised our speed a knot, feeling pretty
secure on fuel now, CURRITUCK instituted some very sound fuel econcmy
measures, forgotten since engineering competition was eliminated.
CACAPUI! offered to take passengers or mail from Samca te U.S., but
this was nct required by CoxzlavBase., Our great circle course was
now 086°T, iIZDEXSOY fieled from CACAPON. Excellent weather continues.

At 0020 on Sunday 30 Magch CURRITUCY picked up Cacdzmen Island

on redar, 12 niles., This island is very low; no altituce of the land
is given in chart or sailing directions,
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Sighted LANGAREVA Island visually, aistance L8 miles. Radar
contact on only strange suaip of voyage this mornin-~, 1o miles north.

Monday 31 Harch HINLZ SON proceeded to San Diego independ-
ently after a last fueling f{rom CACAKCN, whose bunkers are now dry.
The CUHAITUCK was thoroucnly engaged in preparing to exchange person-
nel a1d material with PINE ISIAND at Balboa, writing up raports on
HICHJUkP, and preparing ship for inactivation in Naval Base, Phila-
delphnia.

On 5 April corrected movement report to arrive Balboa 9
April instead of 10 April, I recsived orders for proceeding to Wash-
ington from Panama by air. Next day, radar contact on Galapagros Is-
lands toward eveninT and passed them to southward dvring nicht. Cross-
ed equator at 92-30 %, HENDERSON arrived San Diego and reported Com-
DesPac.

On & April launched Baker Three in open sea, with all 3
flight crews, to ~et in flight time and have nlame off the ship for
transit of canal. This was our last flizht. It was rather strange
to see a seaplane tender stop and lznch a PBM in a very casual man-
ner in the middle of the Pacific Ocean. It was perfect hoisting
weather and the whole operation was "duck soup.® The plane flew in
to NAS Coco Solo. At 1715, “land hol" the new way: Pt. Mariato,

73 miles away by radar. CACAPON reported ror duty to ComServPac,
having arrived San Pedro.

CURLITUCK arrived Balboa 0800 9 April and berthed at Bal-
boa just outboard of tne bi; drydock where PINE ISIAND was changing
her propeller. Oversaw exchan:e o7 persnnel and material whichw as
completed that night, at which time I heuled dowm my burgee command
pennant, making a movement report to that effect, and proceeded to
VWashington, D. C., via NATS on 11 April.

Another comment on this operatici.. It was proved many times
that information on ships of the group was lac<ing vo this command.
This had to ve either called for or assumptions made. A complete and
up to date characteristic card was necessary, and procured after some
delay. It is suguested that a card system be promulgated by which
individual ships send out abbreviated cards on wnich is depicted thne
current military status of the ship as to her batter;, electronics,
en ineering, etc. This would allow each command to have listed in
its card index enough knowled,e of each ship at all times, to plan
and conduct operation.s, even when unexpectedly thrown to.zather with
unfamiliar vessels.
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Task Group 68,3 was cowposed as follows:

Commander Task Group 68.3
Captain ZTeorge J. Dufek, U.3. Navy, 59616

U.S.S. PINE ISLAND (AV-12), Flagship
Captain Henry Howard Caldwell, U.S. Navy, 61115

U.S.S. CANISTEO (A0-99) _
Captain Bdward K. Walker, U.S. Navy, 59561

U.SeS. BROWNSON (DD=~868)
Commander Harry M. S. Gimber, Jr,, U.,S. Navy, 70077

Task COroup 68.3, less CANISTEO, departed Norfolk, Virginia, in
company with Task Group 68.1 on 2 December 1946,

The U.S.S. PINE ISIAND was equipped with the following aircrafi:

(1) Three completely winterized PBM type aircraft on after deck.
Two alrplanes were completely assembled and ready to fly, while
one PBM, carried as a spare, had its outer wing panels removed
for stowage in the hangar,

PBM's were equipped with tri-metrogon camera installations,

Planes were stowed and equipped with two months supply
survival equipment, as outlined in detail in U,S.S. PINE ISLAND
Report of Operation HIGHJUMP,

The mission of these planes was to operate from the PINE
ISLAND, stationed outside the Antarctic Ice Belt, and to fly in
to the Antarctic Continent to discover and photograph the Ant-
arctic coastline and continent,

The PBM's were chosen for this work rather than the PBY type,
because of superior camera installation, greater load with long
range capacity, and superior pilot position for take-off and
landing, Their disadvantage lay in their size and weight, which
made launching in a sea way with the tender rolling more than
three degrees difficult and hazardous,

(2) Two Helicopters,

(a) One HO3S-1 (Sikorsky) four place helicopter with maximum
range, LOO nautical miles; specially equipped with ZB (ARI-2)
homing radio and ARC 1 VHF voice radio equipment; eguipped as land

plane; not winterized and not equipped with other special equip-
ment, Stowed on forward platform.
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(b) One HOS-1 (Sikorsky) two place helicopter with maximum
range, 180 nautical miles; specially equipped with ZB (ARR-2)
homing radio equipment; eguipped as land plane; not winterized
and not equipped with other special equipment, Stowed in hangar,

(c) The PINE ISLAND had a special platform rigged on her
bow for landing and take-off.

(d) The helicopters were intended for:

(1) 1Ice reconnaissance which would enable the tender to
enter sheltered waters for launching PBH's,

(2) Effecting landings on otherwise inaccessible islards
and land areas,

(3) Air-Sea rescue,
(2) One SOC (Float Type).

This type plane was intended for ice recomnaissance and local
exploration flights, It was used to advantage in the Arctic, but
it had the disadvantage of poor navigational and radio equipment,
Thus, her value in the Antarctic, where there are few or no known
land masses in the intended operating area, indicates further re-
duction of her operstional value,

The PINE ISLAND and BROWNSON arrived Cristobal, Canal Zone, 7
December 1946, As the PINE ISLAND could not transit the Canal with her
PBM's aboard due to the extension of the wings over ths side, she anchored
and hoisted two airplanes over the side, These PBlM's were tended by the
Naval Air Station, Coco Solo, during the visit of the Task Force in the
Canal Zone.

Task Groups 68.1 and 68.3 transited tre Panama Canal on 7 December,
and then berthed on the Balboa side for a three day period of leave and
liberty, which wouid be their last before they received another--more than
three months hence.

10 December 1946 Task Groups 68.1 and 68.3 got underway for the
Antarctic Continent, The PINE ISLAND and BROWNSON stopped to recover the
two PBRM's that had been flown over from Coco Solo, The HO3S and SOC were
flight tested and found to be ir good operating condition, as were the
two PBM's,

Launching and recovery operations were ragged. Due to the rapid

demobilization of the Navy after the war, and the short period in which to
prepare for Operation HIGHJUMP, there were many inexperienced hands in the
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PINE ISLAND. It was with & feeling of "Hold your hats, boys, here we

go again®, that we rejoined formation and contimued on the voyage, knowing
full well that as in Operation NANOOK, the crew would have to be trained
under the worst of operating conditions., There was a date to be met with
the weather during the Antarctic summer, and we could nol delay longer
for treining under favorable conditions.

The Group crossed tle Equator at Longitude 82° L7' West on
December 12th, The usual ceremonies and activities had been held, re-
stricted somewhat by a deck load of aircraft and below deck spaces crowd-
oed with stores and equipment,

On the 17th of December the CANISTEO fueled the PINE ISLAND and
BROWNSON, then set course tc join Task Group 68.1., The PINE ISLAND and
BROWNSON get course for PETER I Island to inaugurate operations in
accordance with Commander Task Force 68 Operation Plan No. 2-L6, PINE
ISIAND and BROWNSCON were designated Task Group 68.3.

Task Group 68,3 crossed the 4Oth perel’ ! at approximately 1100
on December 20th. Instead of the anticipated #noaring Forties", the
ships procesded through smooth seas, clear skies, and fair weather., Mov-
ing pictures and lectures of past Antarctic Expeditions were frequently
held for officers and men to build up their enthusiszsm to the key pitch
necessary to conduct successfully the difficult operations shead, Foul
weather clothing was issued, and demonstrations of propesr method of
dressing for inclement weather were conducted, as well as drills in the
use of survival equipment,

(Note: Hereinafter unless otherwise indicated all times will
be local zone time,)

As the 50th parallel was passed, much interest was displayed in
sighting the first icebergs, A fruit cake was offered as a prize to the
first man sighting one, Indicative of modern improvements in Polar ex-
ploration, the first iceberg was picked up by radar at a range of 40,000
yards, This was on the 2i4th of December in latitude 62° L41' S., Long-
itude 99° 30' W, This was our first indication that perhaps this was
not & normal ice year, as ordinarily in this area in December, bergs
may be met as far north as 45° South, while south of the 50th parallel
the bergs should be very numerous.

Further, on this day PINE ISLAND fueled the BROWNSON during our
firast snowfall, BROWNSON was then ordered to take staticn 200 miles
west of PINE ISIAND to act as weather reporting station, emergency sea-
drome, and to report ice conditions. During the next few days icebergs
became more numsrous and were gradually accepted as a part of the Antarctic
panorama,
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During the evening before Christmis, Divine Servicea were held
in the hangar deck, followed by a progra= o1 community singing.

The Antarctic Circle was crossed at Longitude 1000 35! West at
0500, 25 Decembsr 19,6, Continuing on cource 180° True the open pack
was met at Lat. 66° 57' S,, Long. 101° 13' W, The helicopter (H03S-1)
was launched at 1100 for ice reconnaissance and landed on deck at 1200,
It was determined that by moving the PINE ISILAND a few miles to the
westward into an ice bay and in the lee of a large iceberg, launching
of the P¥M's would be feasible, Preparations were made for launching
aircratt the morning of 26 December,

The first PEM was launched on the morning of 26 December, The
wind increased to 17 knots, picking up a choppy sea, One of the boats
tending the plane bumped into the port wing tip float, thereby ruptur-
ing it., The plane was hoisted aboard and the wing tip float repaired.
The weather continued unfavorable for launching, and further flight
operations for the day were cancelled.

The weather during 27 and 28 December continued had with low
ceiling and frequent snowstorms,

On Sundsy, 29 December, the weather cleared, and at 0500
Sf1ight quarters®™ were sounded. The first aircraft was hoisted over
ths side, and Jjusc as it was water-borne, a snowstorm began so that
the airplane was taken back aboard.

The weather cleared in the late morning, and at noon No. 1
was again hoisted over the side. At 1335 Marine-Geourge One wag air-
borne, and after flight testing, at 1135 departed for the Antarctic
Continent on the first exploration and photographic flight, This
flight was highly successful, the plane making initial contact with
the coast and mountain tops first discovered by the U.S.S, BRAR's
airplane on 25 February 1940. The coastline was developed to the west-
ward, and successful photographic runs made, The plane returned ard
landed at the ship a2t 2315--tims of flight, 10 hours. Plane was re—
fueled for the next flight,

Plane No. 2 departed from PINE ISLAND for the Antarctic
Continent on the same day at 1633. This plane made contact with the
same part of the coastline as No. 1, and continued development of the
arsa, This plane returned and landed at the PINE ISLAND at G533, 30
December, and was hoisted aboard. Time of flight was 13 hours.,

Plane No, 1, refueled, departed for the Antarctic Continent
with flight crew number three and the Commanding Officer, PINE ISIAND,
at 0300, Rstimated time of flight, ten hours. This was the ill-fated
flight that crashed on the Noville Mountain Range of the Antarctie
Continent.
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CRASHED PLANE

On the morning of 30 December 1946, the weather began to deter-
iorate. The l.st weather report from Mariner George One in flight was
at 301225Z, and is quoted, ®CEILING 600 TO 1000 FEET SKY COMPLETELY
OVERCAST CBJECTS NOT VISIBLE TWO MILES SNOW OR SLEET 29.32 INCHES WIND
SOUTH 11 to 16 KNOTS".

The last radio transmission made by Mariner George One at
3013107 was, "TRACK REPORT NUMBER SEVEN TRUE COURSE 180 GROUND SPEED
118 KNOTS AIR SPEED 130 KNCTS DRIFT ZERO DEG iy

As time passed and continued efforts to get into commnication
with the plane proved unsuccessful, the concern for the safety of the
plane increased. It was hoped that the plane's radic had completely
failed, a remote possibility, and that tha plane would return con time,

Finally, when the plane's estimated time in flight had expired,
the following message was sent tc the Task Force Commznder:

TPLANE KUMPER ONE CW AND VOICE CALL GEORGE ONE CAPTAIN CALDWELL
AND FLIGHT CREW NUMBER THREE OVERDUE SINCE 301$L5Z X ACCCRD-
ANCE RESCUE DOCTRINE HAVE MADE PREPARATIONS FOR SFARCH AND
RESCUE AS FOLLOWS X FLANE NUMBER THO STANDING BY FOR FLIGHT
SOON AS WEATHER PERMITS X PREPARATIONS UNDERRAY TO ASSEMBLE
SPARF. PEM BT....."

Then came a period of watchful waiting for the weather, The
weather was bad, Snowstorms, high windes and poor visibility. If the
ceiling lifted to 600 feet and visibility to four milss, a plane would
he put over the side in hopes that when it was ready to take-off the
weather would be sufficiently good for a try et a rescue flight,

In the meantize we tried to analyze the missing plane's situa-
tion, and what led to it. The weather was bad in her vicinity when the
radio was last heard, The last message had been sent caumpletely, and
then the radio was never heaid again, The plane's position was well
fixed at the time of last transmission, lat, 71© 22t S,, Long. 99°
30' W., which was near the Antarctic coast, Open water safe for land-
ing in this area had been observed on the firyt flight, and this was
cenfirmed by photographs., Also, rising from the coast were mountain
ranges 1800 feet high with wide open spaces of neve,

We reasoned that:

(1) The plane encountered bad flying weather and chose to land

in the open water along the coast and wait for the weather
to improve,
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(2) The plane attempted tc climb up over the weather, iced
up, went out of control and crashed.

(3) The plane, flying over the continent, began icing, the
celling kept lowering, and the plane made a forced land-
ing on the neve, The occupants in this event could very
well be alive, and the radio understandably damaged be-
yond use,

The first case seemed unlikely, as it would be possible to
continue commnications. We refused to consider the second case, and
pinned all our hopes on the third, Events later disclcsed that this
was pretty close to what happened,

Extra survival equipment attached to cargo parachutes were
stowed in the rescue planes, Messages of encouragement were broadcast
hourly to the missing crew., Homing signals were gent for the first
five minutes of every fifteen., We continued to wait for an improve-
rent in the weather.

On 5 January, the first rescue flight went out in search of
Mariner George One, Forty five minutes from the ship the plane was
forced back by impossible flying weather,

On 6 January, Mariner George Three took off for search and
reocue of the missing plane and succeeded in reaching the coast, The
fog was down to the bottom on the coast and it was impogsible to fly
over land, The sea area of the search plan was covered, which had the
advantage of eliminating the larger unlikely area from the search plan.
During this flight of 11 hours, an area of 11,000 square miles was
searched, It is interesting to note that this plane passed within
fifteen miles of the crashed Mariner George One, Incidental to this
search, one hundred more miles of unknown coastline were discovered
and photographed,

(Note: From Captain Caldwell's diary, "Monday 6 January (8th
day). The sky i3 down on us today. The ice and snow background merge
into the fog and overcast without distinction, This is not flying
weather. The breeze is from the WNK blowing the fog in from the sea
and over us, For breakfast we had a half slice of bread covered thick
with peamut butter, We ground the emergency radio like mad for a full
half hour and then for the most part just sat around and talked.®)

On the morning of 7 Jamuary, flight quarters were sounded, but
before the first plane was waterborne, a snow blizzard set in, Flight
operations were cancelled.

(Note: From Captain Caldwell's diary, "Tuesday 7 Jan (Sth
day). There is no flying on such a day as this so we have very little

Annex I-(c) -6~




XFSTRICTED

to look forward to, Such days really drag out interminably.™)

On 7 January, CANISTEC had rejoined from the Central Group and
now formed a part of Task Group 68.3. BROWNSON had been called in from
her station and CANISTRO fueled both ships, CANISTEO was then position-
ed 200 miles wezt of PINE ISLAND for weather reporting and emergency
seadrome, HBROWNSON proceeded south into the open pack about 95 miles to
facilitats aircraft navigation and communication, and to report weather.

During the afternoon of the seventh, both planes were put over
the side for test flights, Weather again prevented flights to the
Continent, Flight operstions secured,

The officers and men had been working arcund the clock continu~
ously since the day Mariner George One was lost, It could be seen that
they were getting jumpy and irritable, Standby status was secured and
movies held the evening of 7 Jamary,

As the weather on the 8th of January (Wednesday) was nct favor-
able for flying, holiday routine was declared at 0900, At 1335 flight
quarters were sounded and preparations made for another search flight,
At 1445 George Three was airborne, An hour later the plane returned,
forced back again by bad weather,

(Note: From Captain Caldwell's diary, "Wed 8 Jan (10th day).
The wsather is still down on us, It is completely overcast with light
snow, The air is light from the MF and visibility is 500 yards, We
hzve put in our mo 30 minutes on the emergency radio, It does our
morals good just to hear the grinder turning. We had our usual break-
fast of a half slice of bread covered with peamut butter. This won't
last much longer as we now are in our last loaf of bread, To date we
have feasted on the plane flight rations, They are nearly used up and
at that time we will be on pemmican alone, Not a very pleasing out-
look.,

"Kearns and Le Blanc are still improving, Kearns can move his
right arm now and he has started sitting outside with the rest of us,
He is coming along fist, Le Blanc seems to have passed the delirious
stage now, He has full control of his senses and is improving steadily,")

The weather on the 9th started out favorably, and preparations
for flight operations began at 0530. At 0900 Mariner George Two was
airborne, but landed shortly thereafter due to bad weather, returned
to the ship and was hoisted aboard, All during the afternoon it snow-
ed heavily, and we wondered what sort of weather was holding in the
area of the lost plane some 350 miles to the south of us,

(Note: From Captain Caldwell's diary, "Thursday, 9 Jan (llth
day)., Good day today. Visibility excellent, low broken clouds--much
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blue sky., The only mountains visible to date are off tc the west,

It is good flying weather here; if only it could be good weather at
the ship'e position, McCarty and I took a short walk this merning

and now we are positive that if we get rescued it will be from this
spot, None of us are in condition for any long hixe.

"Le Blanc is takdng a2 turn for the worse, We really could not
endure much good weather such as this without sonething happening,
Our spirits improve with the weather and this condition will continue
until it is proved that good weathar here will bring no AID. The wind
has picked up to 15-18 knots .from the west and we have the emergency
radic antenna kite flying, I Just finished 30 minutes on the grinder,
Our best weather is in the morning. It clouds over and turns definitely
mich colder after 1700,")

On the morning of 10 January, hoping to treak the jinx of this
damnable weather, the PINE ISIAND was moved to the westward, to position
Lat, 66° 30' S., Long, 104° 30' W, 1In the late afternoon the helicopter
was launched for ice reconnaissance, This flight made it possible to
position the ghip for launching PBM's, It also determined that this was
as far south as it was possible to get the PINE ISIAND at this time be-
cause of the pack ice, Weather to the south was unfavorable for flight
operations,

(Note: From Captain Caldwell's diary, "Friday 10 Jan. (12th day),
What a day! I was the first one up and didn't say a word when asked the
state of the weather, It was completely overcast, almost; off to the
south horizon I saw a very thin rift of blue, I kept watching this blue,
called all the others, and within two hours the SE wind had driven off
all the clouds and we had CAVU.

"For breakfast we used our last bit of bread with peanut butter,
We used the emergency radio and tapped out signals, Found and worked on
the puti-putt but without success, Tried to rig a redio receiver with
the emergency radio transmitter, but also without success,

"The five of us spent most of the day around our hull opening
hangout just enthusing all over about our good prospects and the perfect
weather,

"Robbins and Warr took a hike south and the result was additional
information that pointed to our being on the north end of Fletcher Island,

"Supper——we had our usual stew but with beets rather than with
beans tonight, Everyone ate heartily and between 7 and 8 turned in with
the highest spirits to date.")

Early morning of 11 January brcught fair weather, No time was
lost in launching Mariner George Two, and she was airborme at 064l,
Mariner Neorge Two with F,P.C. Lt.(jg) J. L. Ball, USN, departed PINE
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ISIAND on search and rescue mission at 0700, This was the first flight
in the last five days not to be turned back by bad weather, Upon
reaching the coast the plane was to take up the search plan as left off
by Mariner George Three.

At 1116 the following message was received from Mariner George
Two:

"UARINER GFORGE ONE BURNT WRECKAGE AND ALIVE MEN AT 71-03
SOUTH Y8-47 WEST",

then a fer minutes later: "rIVE MEN ALIVE BY OUR COUNT."

This was followed by: "“LOPEZ HENDERSIN WILLIAMS DEAD. SIX
OTHER MEN ALIVE AND ON FEET. PLANE DISINTEGRATED AND BURNED.®

Mariner George Two then reported that the survivors were ten
miles south of the coast and that along the coast there was sufficient
open water to land and tske off a PR, Emergency survival gear was
parachuted to the survivors. The trail from the crash to open water
was marked, and additional survival gear dropped along this trail, The
survivors were instructed to follow the trail to the coast,

Immediately upon receipt of the sighting despatch preparations
were made to launch Meriner George Three, Mariner George Three with
P.P.C. Lt. Comdr. John D, Howell, USN, was airborme at 1357 and departed
for the scene of the crashed plane,

George Two due to low gas supply departed from the arsa of the
survivors at 1620, and at 1750 George Three reported it had sighted the
suwrvivors, wag dropping supplies and again marking the trail to the coast.
The survivors had progressed about one quarter of the distance from the
crash to open water on the coast, George Three requested permigsion to
land in the area of the open water near the coastline, which was granted,

At 1835 George Two was over the ship, landed, and was hoisted
aboard., The flight crew was interviewed and from the information gained,
the following despatches were sent to Commander Task Force 68:

“MARINER (EORGE ONE FIRST SIGHTED BY LONG W.A. CPHM MONROE
NCAROLINA ON THIRD LEG OF SEARCH X SIX MXN WERE FIRST SIGHTED
STANDING ARCUND FIRE WAVING FLAGS AND RUBBER LIFE RAFT X ON
STED WING TOP WAS PAINTED IN YELLOW QUOTE LOFEZ HENDERSIN
WILLIAMS DEAD UNQUOTE X SURVIVORS WERE INFORMED WATER FOR SEA-
PLANE IANDING FIGHT MILES NORTH AND PLANE WOULD MARK THE TRAIL
AND IF MESSAGE UNDERSTOOD TO JCIN HANDS X MEN JOINED HANDS
DANCED AND STOOD ON THEIR HEADS TO INDICATE THEY UNDERSTOOD X
OPINION OF PLANE CRES NO APPARENT SERIOUS INJURY TC SURVIVCRS
ALTHOUGH ON TREK TO COAST FIVE MEN WALKED AND ONE RODE ON SLED I
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WHEN MARINER GEORGE TWO DEPARTED AT 11222072 SURVIVORS HAD
MADE ONE QUARTER DISTANCE TO COAST BT.....l120135Z

“MORE ON GRORGE TWO BRIEFING X GEORGE ONE CRASHED AND BUT
PARTIALLY X PORT ENGINE 15 FT AHEAD FUSELAGE X STED ENGINE

IN SNOW AHEAD OF PLANE X WINGS OFF X FUSELAGE BROKEN IN TWO
NEAR FWD BUNK ROCM X FUSELAGE 60 PERCENT BURNED AMIDSHIPS X
TAIL SECTION CRUMPLED X WING TIP FLOATS AND STRUTS SCATTERED
OVER RADIUS 150 YDS X SURVIVORS APPAREBNTLY LIVING IN WD
COMPT OF FUSELAGE USING PARACHUTE SILK FOR ADDITIONAL TENT-
AGE X APPRARANCE OF SLED AND PAINTS INDICATES FOOD WAS SALV-
AGED X MANY OBLIQUE PHOTOCRAPHS TAKEN UNDER EXCELLENT CONDIT-
IONS X RADIOMEN BELIEVE NO RALCIO EWUIPMENT SALVAGED THAT COUID
BE UTILIZED TO TRANSMIT OR RECEIVE MESSAGES BT.....1201492

RTHIS IS IAST OF GRORGE TWO BRIEFING X GEORGE ONE CRASHED ON
BARRIER OF RIGHTS PENINSULA AT ALTITUDE OF 1000 FEET ON AFPPROX
COURSE 130 TRUE MOUNTAIN TOPS SIGHTED ABOUT 25 MILES SOUTH OF
CRASE X CRASHED PLANE WAS VERY DIFFICULT TC SEE AND SIGHTING
WAS GREATLY ENHANCED BY SMOKE OF SURVIVORS FIRE BT.,,.120204Z"

At 1920 George Three reported she was on the water, and Lt, Comdr.
Howell and PHOML R. R, Conger waere rowing toward the ice barrier in a
rubber raft with sled, survival equipment, and food, Upon landing the
survivors were sighted four miles away. The parties met, and then made
their way with great difficulty over rugged terrain to the coast follow-
ing the trucks left by the rescuers, In the meantime a heavy fog sest
in, lasting throughout the night, rendering it impossibtle to embark in
the plane, Weather at the PINE ISILAND contirmed excellent,

Early the morning of 12 January the weather cleared aleng the
Ice Barrier., All were embarked in the plane and at 0819 the plane took
off and headed for the PINE ISLAND. At 1035 George Three landed and at
1120 was hoisted aboard, Medical aid was administered to those needing
immediate attention, Those suffering minor injuries were interviewed,

and the substance of their story was contained in the following despatch
to CTF 68:

“THIS PART ONE OF CAPTAIN CAIDWELL AND FLIGHT CREW NUMBER THREE
BRIEFING X IAST WEATHER REPORT FROM MARINER GEORGE ONE IE
FLIGHT AT 301225Z QUOTE CEILING 500 TO 1000 FEET SKY COMPLETELY
OVERGAST OBJECTS NOT VISIBLE TWO MIIFES SNOW OR SLEET 29.32
INCHES WIND SOUTH 11 TO 16 KNOTS UNQUOTE IAST RADIO MESSAGE
RECEIVED FROM MARINER GEORGE ONE AT 3013107 QUOTE TRACK REPORT
NUMBER SEVEN TRUE COURSE 180 GROUND SPEED 118 KNOTS AIR SPEED
130 ZERO DEGREES DRIFT X ETA MARINER GEORGE THREE 121615Z BT"

"IMMEDIATELY UPON DISEMBARKING FROM RESCUE PLANE FACH SURVIVOR

Annex I-{c) - 10 -




RESTRICTED

WILL BE MET WITH A WRITER AND DISPATCH PAD AND AFFORDED
OPPORTUNITY TO SEND MESSACE TO HIS FAMILY BT"

"THIS IS PART THREE X DRAWING OUT INFORMATION PIECEMFAL X
WILL SEND SOMETHING SOCN"

WTHIS IS PART FCUR X REPORT OF EVENTS LEADING TO CRASH X LTJG
KFARNS AT CUNTRCLS STATED X IMMEDIATELY AFTER NUMBER SEVEN

TRACK REPORT CAPE DART SIGHTED ONE POINT ON PORT BCW DISTANCE
ABOUT TWELVE MIIES X RADAR UNRELIABLE X AFTER SIGHTING LAND
CHANGED COURSE FROM 180 TO 160 X ALTITUDE PLANE INCREASED

FROM 600 TO 1000 FFET X AT THIS POINT SIGHTED LAND DEAD AHEAD
ARD ON STBD BOW WITH CEILING DOWN ON MCUNTAIN TOPS X FLYING

IN NUMERDUS SNUW SQUALLS X TO AVOID FLYING INTO MOUNTAINS CHANGED
COURSE TO 090 X ON HEADING FAST NC DISTINGUISHAPLE HORIZON X
SNOW BLENDED UP INTO OVERCAST X MORE FOLLOWS"

“THIS IS PART FIVE X ON COCURSE O9C IT APPEARED AS THOUGH FLANE
WERE FLYING INTC CLOUDS X PLANE WAS PUT INTO A SHALLOW LEFT
TURN AND SUDDENLY STRUCK A SNOW RIDGE X PLANE BOUNCED IN AIR
AND FULL POWER WAS AFPLIED TO ENGINES X PLANE WAS THEN FLYING
AND UKDER CONTROL X PLANE WAS PUT INTO A FURTHER LEFT TURN TO
SET COURSE FOR PINE ISLAND WHEN SUDDENLY PIANE EXPLODED IN AIR
X TINE ELFMENT BETWEEN STRIKING RIDGE AND EXPLOSION ABOUT THREE
SECONDS X BELIEVE FRICTION CF BOTTOM OF HULL TANK IONITED GAS-
OLINE IN HULL TANK X PILANE DISINTEGRATED IN THE AIR AS FOLLCWS
X ABLE X BOTH WINGS CONNECTED TOGETHER WERE SEPARATED FROM THE
FUSEIAGE IN THE AIR FOLLOWING THE FEXPLOSION OF THE HULL TANKS X
BAKER X FUSELAGE WAS BLOWN APART IN THE AIR AND SEPARATED AFT
OF APU DECK X AFTER SECTION HFADED SOUTH X fWD SECTION HEADED
NORTH 4O FEET WEST OF AFTER SECTION X CHARLIE X WINGS STILL
HELD TOGETHER LANDED 8C FEET WEST OF AFTER FUSELAGE IN A NE-SW
DIRECTION X DOG X PORT ENGINE LANDED 16 FEET AHEAD OF AFTER
SECTION FUSFLAGE X EASY X STBD ENGINE LANDED 18 FEET WEST OF
WINGS X WING TIP FLOATS AND STRUTS SCATTERED ABOUT WINGS X
VARIOUS PARTS PLANE AND EQUIPMVENT SCATTERED OVER ARFA 100 YDS
DIAMETER X MORE FOLLOWS BT.....1215L5Z"

UTHIS IS PARP SIX X FOX GASOLINE FIRE ABCUT FWD SECTION BURNED
FOR ABOUT AN HOUR X WING TANKS BURNED X BOMB BAY TANKS SCORCHED
BUT DTD NOT BURN X ABOUT SIX HUNDRED GALLONS GAS IN BOMB BAY
AVAIIABLE AND LATER USED FOR COOKING BT.....121545Z"

"THIS IS PART SEVEN X REPORT OF INJURIES TO PERSONNEL X LT (JG)
R P LEBLANC USNR CRITICAL X MINOR INJURIES TO OTHER PERSONNEL
BT.....1215L52Z"

KEARNS COMMA MCCARTY AND WARR

#THIS IS PART EIGHT X LT (JG)
F N IN PLANE AND WHAT HAPPENED TO THEM

DESCRIBED POSITIONS ©
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WHEN PLANE CRASHED AS FOLLOWS X ABLE X CAPTAIN CALDWELL IN
BOW WAS THROXN BACKWARD BY THE IMPACT AND THEN THROWN CLEAR
OF PLANE X BAKER X LT (JG) LEBLANC WAS STRAPPED INTO SEAT AND
WAS RENDERED UNCONSCIOUS BY STRIKING HFAD ACAINST THROTTLES X
HE REMAINED IN BURNING COCKFTT UNTIL REMOVED BY LY (JG) KEARNS
COMMA ROBBINS AND WARR X LT LEBIANCS CLOTHING WAS ON FIRE AT
THIS TIME X ENTIRE PILOTS COCKPIT IN FLAMES X LT (JG) KEARNS
UNFASTENED LT LEBLANCS SAFETY BELT AND ROBBINS AND WARR DRAG(~
ED LT LEBLANC FROM THE BURNIMG PLANE X CHARLIE > LT (JG)
KEARNS IN CO-P1TOTS SEAT AND IN CONTROL OF AIRCRAFT DID NOT
HAVE SAFETY BELT SECURED AND WAS THROWN CLFAR OF COCKPIT
THROUGH WINDSHIELD X DOG X ROBBINS ARM? AT HIS POSITION BY
RADAR WAS THROWN CLFAR OF PLANE X FASY X ENS IOPEZ AT NAVIGAT-
ORS TABLE KILLED INSTANTLY X FOX X HENDERSIN ARM1 AT RADIO
PANEL KILLED INSTANTLY AND THROWN CLEAR OF PLANE X GEORGE X
WILLIAMS AMML STANDING AT FLIGHT ENGINEERS PANEL WAS THROWN
CLEAR BUT DIED FROM MULTIPLE INJURIES APPROXIMATELY TWO HOURS
LATER X HOW X WARR AMMAC2 WAS AT THE FLIGHT ENGINEERS CONTROL
PANEL, COMMA SAFETY BELT NOT SECURED AND WAS THROWN CLEAR OF
PLANE X ITEM X MCCARTY CPEOM AT HIS STATION IN TUNNEL OF PLANE
WAS RENDERED SEMI CONSCIOUS BUT RECOVERED SUFFICIENTLY TO DRAG
HIMSELF FROM TUNNEL TO THE WAIST COMPARTMENT AFTER CRASH X
BRIEFING HAS JUST DISCLOSED THAT TOP OF FORWARD FUSELAGCE
SECTIGN WAS BLOWN COFF RT.....1215L45Z%

WTHIS IS PART NINE X GFAR LEFT AFTER CPRASH X CAPTAIN CALDWELL
STATED THAT EVERY PART OF THE AIRCRAFT AND EVERYTHING IN IT
WAS UTILIZED DURING THEIR DAILY EXISTENCE ON THE ANTARCTIC
CONTINENT X CAPTAIN CALDWELL CARRIED THE NARRATIVE ASSISTED
BY ROBBINS FILLING IN X DURING THE FIRST TWO DAYS WEATHER
CONDITIONS WERE VERY BAD WITH SNOW STORMS AND HIGH WINDS FROM
THE SOUTH X VISIBILITY ZFRO ZERO X ALL SURVIVORS LIVED IN THE
TUNNEL SECTION OF THE AFTER FUSELAGE SECTION X THIS WAS THE
ONLY PROTECTED COMPARTMENT AT THE TIME X ALL MEN WERE INJURED
OR SUFFERING FROM SHOCK X ALL THAT THE MEN WANTED WAS TO SLEEP
OR REST X NO EFFORT WAS MADE TO BRFPAK OUT SLEEPING BAGS WHICH
WERE NOT USED UNTIL THE THIRD DAY X NO ONE ATE ANYTHIWG FOR A
DAY AND A HALF X MEN JUST LAY AROUND TN A DAZE DURING THAT
PFRIOD X PASSAGE OF TIME WAS NOT RPALIZED X CORKECT TIME AND
DATE WAS IATER DETERMINED BY EIGHT DAY CLOCK ON PILOTS INSTHU-
MENT PANEL X ABOUT 312100Z ROBBINS STARTED MOVING AROUND AND
AROUSED WARR X THE TWO MEN HEADED FOR THE GALLEY IN THE FOR-
WARD SECTION OF THE FUSELAGE LOOKING FOR SOMETHING TO RAT X
FIRST FOOD FOUND WAS SOME CANNED (OODS X CAN CONTAINING
APRICOTS THAT WERE NOT FROZEN WAS OPENED AND TAKEN TO TUNNFL
SECTION AND SHARED WITH ALL REMAINING SURVIVORS X EACH MAN
HAD 2 AND # APRICOTS X NOTHING ELSE WAS FATEN THAT DAY OR
NIGHT X AT THIS TIME CAPTAIN CALDWFLL ESTABLISHED RATION 2
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MPALS A DAY X ALL HANDS RESTED AND SLEPT THAT NIGHT UNTIL
FOLLOWING MORNING WHICH WAS NEW YRARS DAY X ON NEW YFARS DAY
EVERYONE EXCEPT LT (JG) LEBLANC AND KEARNS AND MCCARTY COT

UP AND MOVED ABOUT X FACH MAN HAD A CUP OF HOT SPINACH SOUP X
NEW YEARS DAY SUPPER CONSISTED OF 1 CUP HOT CHICKEN SOUP 1
SLICE BRFAD AND PEANUT BUTTER PER MAN X MEN CONTINUED ON RE-
DUCED RATIONS X FIRST FIVE DAYS WERE PASSED JUST RESTING SLEEP-
ING FATING AND SFARCHING FOR MGRE FOOD THAT WAS SCATTERED
THROUGHOUT THE ARFA AND TAKING INVENTORY OF SURVIVAL GEAR X 90
PERCENT OF THE FOOD INITIALLY ABOARD WAS FOUND AND ALL USABLE
X DURING TWO WEEKS MEN SUBSISTED ENTIRELY ON CANNED GOODS
FRESH MEATS AND BRFAD THAT WEKE CARRIED IN THE PLANE X 180 LBS
PEMMICAN AND 350 CANS LIFE RAFT RATIONS WERE HELD IN RESERVE
AND USED ONLY EXPERIMENTALLY X MEN LIKED PEMMYCAN WHEN MIXED
AS A HOT SOUP X MEATS POTATOES AND PEMMICAN WERE COOKED AS A
STEW AND PRONGUNCED EXCELLENT X EVERYTHING IN LIFE RAFT RATIONS
WAS LIKED X CICARETTES AND CANDY IN PERSONAL BAGS CCNSIDERED
A TREAT X ON THE SIXTH DAY (COUNTING 30 DEC FIRST DAY) TWO 2
MAN TENTS WERE ERECTED BETWEEN THE TWO SECTIONS OF THE FUSE-
LAGE X ROBBINS AND WARR SFARED ONE TENT X CAPTAIN CALDWELL
AND MCCARTY SHARED THE OTHER X LT KEARNS AND LT LEBLANC CON-
TINUED LIVING IN THE TUNNEL COMMA KFARNS ADMINISTERED TO THE
NEEDS OF LT LEBLANC WHO WAS NOT ABLE TO GET ABOUT X CONTINUED
IN PART TEN BT.....121545Z®

"THIS IS PART TEN X THE DEAD WERE BURIED UNDER THE SOUTH EDGE
OF THE WING ON THE SEVENTH DAY CMA AND AN AMERICAY FLAG WAS
ERECTED TO HONCR THEM X APPROPRIATE CEREMONIES LED BY CAPTAIN
CALDWELL WERE HELD WITH ALL SURVIVORS PRESENT X PARA X WATER
WAS OBTAINED RY MELTING ICE WHICH HAD FORMED ALONG THE FUSE-
LAGR X ICE WAS MYELTED WHEN MFALS WERE COOKED X CANS OF SNOW
IN TENTS MELTED INTO WATER DURING THE DAY X EFFICIENCY OF
MELTING SNOW MUCH LESS THAN MELTING ICE X NO ONE SUFFERED FOR
LACK OF WATER OR FOOD BT.....1215L5Z%

"THIS IS PART ELEVEN X THIS PART ON COMMUNICATIONS X THE
GIBSON GIRL RADIC WAS PUT IN OPERATION WITHIN ONE HOUR AFTER
THE CRASH BY ROBBINS ARM2 ASSISTED BY CAPTAIN CALDWELL X THE
ANTENNA WAS ERECTED BY USING THE BOX KITE A PART OF THE RADIO
ASSEMBLY X THIS KITE WAS BLOWN AWAY DURING THE FIRST NIGHT BY
HIGH WINDS CMA IT HAVING BEEN LEFT FLYING LARGELY DUE TO THE
INABILITY OF TH® MEN TO HAUL THE KITE IN X A NEW ANTENNA WAS
FASHIONED AND ERECTED BY ROBBINS AND STRETCHED BETWEEN THE
VERTICAL STABLIZER OF THE EMPENNAGE SECTION OF THE IFF STAB
ANTENNA ON TRE STARBOARD WIND AND OPERATION OF THE GIBSON GIRL
CONTINUED X CAPTAIN CALDWELL REPEATEDLY OPERATED THE RADIO FOR
MORE THAN ONE HALF HOUR SEVERAL TIMES X TWO RAX TYPE RADIO
RECEIVERS WERE LOCATED IN THE CRASH ARFA X ROBBINS CMA BY
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CANNABALIZING ONE OF THE TWO RECEIVERS CMA SUCCEEDED IN
PLACING THE OTHER IN AN OPERATING CONDITION BUT DUR TO IN-
SUFFICIENT VOLTAGE FROM THE AIRCRAFT STORAGE BATTERIES THIS
PROJECT WAS DOOMED AT LEAST FOR THE PRESENT X WHEN THE MEN

WERE LOCATED CMA ROBBINS AND WARR HAD FOUND A QUANTITY OF

FLASH LIGHT BATTERIES AND WERE PREPARING TO ADD THESE TO THE
STORAGE BATTERIES IN ORDER TO GET THE ONE RECEIVER ON THE AIR

X ALL OTHER RADIO AND RADAR EQUIPMENT WAS ENTIRELY DESTROYED

X THE AUXILIARY POWER UNIT WAS DAYAGED TO THE EXTENT THAT IN
SPITE OF THE BEST EFFORTS OF ROBBINS AND WARR IT COULD NOT

BE USED X HO COMMUNICATIONS OTHER THAN VISUAL WERE EVER
ESTABLISHED X VISUAL SIGNALS WERZ SENT FROM PLANE TO SURVIVORS
BY ALDIS LAMP WITH WHITE LICHT WHICH WAS EFFICIENT X ALDIS

LAMP WITH RED LIGHT WAS INEFFICIENT X DROPFING MESSAGES WAS
EFFICIENT X BLINKER CJN WITH SUN RERFLECTOR WAS MOT USED BY
SURVIVORS PROBABLY DUE TO EXCITEMENT AND REDUCED MENTAL AND
PHYSICAL CAPARTLITIES X COMMUNICATIONS WERE BSTABLISHED BY
PLANE SENDING A MESSACE REQUESTING AN ANSWER YES OR NO BY
ACTIONS TO BE PERFORMED 5Y SURVIVORS X RADAR REFLECTORS WERE
GENEROUSLY LAID OUT AND THESE COUPLED WITH SURFACE OF PLANE
GAVE HIGH HOPES OF BEING PICKED UP BY PLANE AT SEVENTY MILES

X THEE HIGH HOPES WERE GOOD FOR MORALE BUT FACT REMAINS THAT
WITH BACKGROUND OF SNOW AND LAND ANY INDICATION OF RETURN
PROBABLY WOULD BE NEGLIGIBLE, ATTENTION OF RFESCUE PLANE WAS
ATTRACTED BY FILLING RUBBER LIFE RAFT WITH PAPER CARTONS CMA
PIBCES OF MANILA LINE CMA PIECES OF PARACHUTES CMA SHALL PIECES
OF WOOD AND GASOLINE AND THEN SETTING IT AFIRE X THIS MADE
EFFICIENT PILIAR OF BLACK SMOKR CMA THAT WITH NO WIND CONDITION
CMA REACHFD A HEIGHT OF 300 FERT X LT(JG) BALL CMA PILOT OF
RESCUE PLANE WHICH FIRST SIGHTED MISSING PLANR CMA STATED PLANE
WOULD NOT HAVE BREN SIGHTED ON THAT SPARCH IF SMOKE SIGNAL HAD
NOT BEEN MADE BT.....121545Z"

®PART TWELVE X PREPARED BY MEDICAL DEPARTMENT X ABLE X WHEN
PLANE CRASHED NO MEDICAL SUPPLIES COULD BE FOUND AT THE TIME
X SEVEN DAYS IATER SULFADIAZINE TABLETS AND SULFANILAMIDE
CHYSTALS WERE FOUND X LTJG LEBIANC WAS THEN GIVEN ONE SULFA-
DIAZINE TABLET EVERY FOUR HOURS FOR THE REMAINING TIME X
MCCARTY AND WARR WERE TREATED BY PUTTING SULFANILAMIDE CRISTALS
ON THEIR LACERATIONS X BAKFR X THERS WAS NO SEVERE LOSS OF
BLOAD FROM IACEBATIONS AS BLOOD COAQULATED RAPIDLY IN LW
TEMPERATURES X CHARLIE X ENOUGH FOOD WAS AVAILABLE TO AFFORD
A SUFFICIENT DIET X AVAILABLE RATIONS INCLUDED CANNED HAM
COMMA CANNED PEACHES CCuMA SPAM COMMA PEANUT BUTTER AND CANDY
X BREAD LASTED FOR RLEVEN DAYS X ICE AND SNOW WERE MELTED FOR
DRINKING WATER X DOG X KESCUE PLANES DROPPED ADDITIONAL FOOD
X EASY X THE MAJOR PART OF THE MEDICAL SUPPLIES WERE DESTROYED
IN THE FIRE X THE NORMAL AMOUNT OF MEDICAL SUPPLIES AND EQUIP-
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MENT CARRIED IN THE PLANES ARE CONSIDERED ADEQUATE BT"

"THIS IS PART THIRTEEN X NARRATIVE AND MORALE BY LIEUT EVERETT

J LE COMPTE (CHC) FORMERLY PASTOR OF CENTRAL PRESBYTERIAN

CHURCH JOLIET ILLINCIS X DIARIES OF THE DAYS PASSED ON THE ICE
WERE KEPT BY CAPTAIN CALDWELL AND BY CPHOM OWEN MCCARTY X PARA

X AFTER THE SHOCK OF THE CRASH WHICH LEFT ALL DAZED FOR FROM
THIRTY SIX TO FORTY EIGHT HOURS THEY BEGAN TO TAKE STOCK OF
THEIR SITUATION X MUCH OF THEIR TIME AT FIRST WAS PASSED SLEEP-
ING OR JUST SITTING X ROBBINS WAS THE FIRST TO BECOME ACTIVE

AND LATER WAS HELPED BY WARR WHO RECOVERED NEXT X ROBBINS BE-

GAN TO RUMMACE AROUND THE WRECKAGE FOR FOOD X THE PLANE HAD
DISINTEGRATED 70 SUCH AN EXTENT THAT MOST OF THE FOOD SUPPLY

HAD FORTUMATELY BEEN THROWN CLFAR OF THE PLANE BEFORE IT BURST
INTO FLAMES X BY ABOUT TWO OCLOCK ON DECEMBER 31ST HE HAD

FOUND CANS OF APRICOTS WHICH HE SERVED ALL HANDS X ON NEW YEARS
EVE HE SERVED EACH MAN A CUP OF HOT SPINACH SOUP WHICH WAS THEIR
FIRST HOT MEAL X AFTER FATIKG ALL TO FEEL BETTER AND
THEIR SPIRITS BEGAN TO PISE X HOWEVER KEARNS LEBLANC AND MCCARTY
WERE NOT ABLE TC GET UP X PARA X FOR THREE DAYS PARTLY BECAUSE
OF BAD WEATHER AND PARTLY BECAUSE OF SHOCK THEY STAYED IN THE
TUNNEL WHERE ALL EXCEPT KEARNS AND LEBLANC WHO HAD SLEEPING

BACS SHIVERED WITd THE COLD X GRADUALLY SLERPING BAGS WERE RE~
TRIEVED FCR THE OTHERS PARA X AS THE DAYS WENT BY THE NECESSARY
WORK PROVIDED ANY WHO COULD GET ABOUT WITH ALL THE EXERCISE

THEY DESIRED X SOON IT BECAME NECESSARY TO PROVIDE SOME FORM

OF DIVERSIOK FOR THE LONG HOURS OF WAXEFUL WAITING X THIS WAS
NOT EASY X THERE WERE NO BOOKS NO RADIO NO CARDS NO GAMES X
PASTIMES HAD TO BE INVENTED X CHECKERS WERE MADE OUT OF CANDY
CHARMS FOR WHITE MEN AND MALT DISCS FOR BLACK MEN X WHEN THIS
PROVED TO BE ONESIDED CAPTAIN CALDWELL AND WARR TAUGHT THE OTHERS
HCW TO PLAY SALVO AND MANY HOURS WERE WHILED AWAY IN AN ENJOYABLE
MANNER X PARA X UOST OF THE MEN CONFESSED THAT DOWN DEEP IN THEIR
HEARTS THEY CONSIDERED THEIR SITUATION QUITE HOPELESS BUT THAT
CAPTAIN CALDWELL HELD UP THEIR SPIRITS X PARA X THE INSTANTANEOUS
DEATHS OF ENSIGN LOPEZ HENDERSIN ARM1 AND THE CEATH ABOUT TWO
AND A BALF HOURS AFTER THE CRASH OF WILLTAMS AMMl TOGETHER WITH
THEIR BUMPS AND BRUISES CONTRIBUTED TO THEIR LOW SPIRITS X THE
SITUATION WAS BETTERED SOMEWHAT ON SUNDAY WH=N THEY WERE ABLE TO
DIG A GRAVE IN THE ICE IN WHICF THEY BURIED THEIR DEAD AND PLANT-
ED A FLAG AFTER BRIEF FUNERAL SERVICES X PARA X THE SEARCH FOR
FOOD BECAVE A HOBBY ALTHOUGH AT FIRST THE MEN COULD NOT SPEND
OVER A HALF HOUR AT A TIME OUTSIDE THEIR CRAMPED SHELTER IN THR
AFTER SECTION OF THE PLANE X ITEMS OF FOCD WEHE STILL FOUND UP
TO THE DAY BEFCRE THEY WERE SICHTED X PARA X IT WAS DECIDED THAT
THEIR MEALS WOULD BE TWO A DAY COMMA BRERAKFAST AT EIGHT CCLOCK
AND DIENER AT SIX OCLOCK AFTERWHICH ALL WOULD TURN IN X PARA X
THEY IMPROVED THEIR SITUATION FURTH®R BY SETTING UP TWO TENTS
NEFAR THE PLANE CCMMA ONE FOR CAPTAIN CALIDWELL AND MCCARTY THE
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OTHER FOR ROBBINS AND WARR X KEARNS REMAINED IN THE PLANE
AND IN SPITE OF A BROKEN ARM AND OTHER INJURIES LOOKED AFTER
THE BADLY BURNED LEBLANC X PARA X ALL REALIZED THAT THERE WAS
NO HOPE OF RESCUE AS LONG AS THE WEATHER CONTINUED BAD X THE
FIRST THURSDAY COMMA FRIDAY AND SATURDAY WERE BEAUTIFUL DAYS
IN WEATHER OVER THE ARFA WHERE THE PLANE CRASHED AND THEIR
PRAYERS WERE THAT IT WOULD MOVE OUT TO SFA WHERE THE PINE
ISIAND WAS WAITING BEYOND THE ICE FLOES X DESPITE THE FACT
THAT THE WEATHER CONTINUED BAD OVER THE SHIP THEY NEVER GAVE
UP HOPE THAT A RESCUE PLANE WOUID BE SENT X PARA X CAPTAIN
CALDWELL SEEMED NEVER TO SLEEP BUT ALNAYS HAD AN EAR COCKED
LISTENING FOR THE FIRST SOUND OF A PLANE X YET WHEN THE
RESCUE PLANE DID FLY ALMOST OVER THEM THEY WERE ALL INSIDE X
THEY RUSHED OUT ONLY TO FIND IT DISAPPEARING FAST WITH NO
SIGN OF RECOGNITION X THERE WAS GREAT GLOOM IN THE CAMP BFCAUSE
THEY HAD BEEN VERY CONFIDENT THEY COULD BE EASILY SPOTTED AKND
NOY THEIR HOPES FELL X THEY WERE REASSURED BY CAPTAIN CALDWELL
THAT THE PLANE WOULD BE BACK AND DURING THE HOURS THEY WAITED
THEY MADE READY A SMOKE SIGNAL USING A RUBBER RAFT WHICH THEY
SATURATED WITH GASOLINE AND LIGHTED WHEN THE PLANE RETURNED X

© ANXIOUSLY THEY WATCHED WHILE TUFY WAVED ANYTHING THEY COULD
FIND X ALMOST IMMEDIATELY THEY SAW THE PLANE TURN AND HEAD
STRAIGHT FOR THEM X IN THEIR JOY THEY DANCED AND CHEERED X
PARA X NOW ALL ANXIETY LEFT THEM AND WITH THE KNORLEDGE THAT
THEY HAD BEEN SIGHTED AFTER 13 DAYS ALL CARE LEFT THEM AKD
THEY KNFW THEY COULD WAIT ANOTHER THIRTY DAYS IF NECESSARY
WERE IT NOT FOR THE INJURED LEBLANC X PARA X THEY HAD NOT
KNOWN THE PRESENCE OF CLEAR WATER ABOUT TEN MILES NORTH OF
THEM X WHEN THE PLANE ASKED THEM IF THEY COULD MAKE THE JOUR-
NEY NORTH THEY HELD A CONFERENCE AND ANSWERED YES BY FORMING
A CIRCLE AND JOINING HANDS ALTHOUGH KFARNS HAD ONLY BEEN ABLE
TO LEAVE HIS SHELTER THE DAY BEFORE X FARA X LEBLANC WAS PLACED
ON THE SIED ALONG WITH CONSIDERABLE STORES AND EQUIPMENT FCR
THEY WANTED TC INSURE AGAINST MISHAP ALONG THE JOURNEY OVER
UNKNOWN TERRAIN X DRAGGING THE HEAVY SLED AND HAMPERED WITH
ROUGH QOING THROUGH THREE FOOT DRIFTS AND CREVASSES TWO TO THHEE
FEET WIDE THEY PRESSED NORTH®WARD X MANY TIMES THEY WERE FORCED
TO TURN BACK BY IMPASSABLE BREAKS AND CLIFFS BEFORE THEY QUCTE
MTRACULOUSLY UNQUOTE AS CAPTAIN CALDWELL SAID COMMA FOUND A WAY
DOWN TO THE LOWER ICE SHELF X PARA X NOW WITH THE GOAL ALMOST
IN SIGHT A HEAVY FOG SET IN AND THEIR HOPES FELL AGAIN OF EVER
BEING ABLE TO FIND THE PATH IAID OUT BY THE PLANE WITH MARKER
FLAGS X PARA X IT WAS AT THIS POINT THEY WERE SPOTTED BY LT
COMDR HOWELL AND PHOM1 CONGER WHO HAD LEFT THE PLANE BY RAFT
COMMA IANDED ON THE SHELF ICE AND WERE ADVANCING TCWARD THEM
X THEY HRAKD THE SHOUT OF GREETING BY THESE ANTARCTIC LIVINGSTONS
AND PRESENTLY SAW THEM STANDING A LITTLE WAY OFF AS THEY THOUGHT
I IT HADNT OCCURRED TO THEM HOW FAR SOUND TRAVELS OVER THE QUIET
ICE WASTES X THEIR JOY GAVE WAY TO CRUMBLING QUOTE THATS RICGHT
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MAKE YOURSELVES COMFORTABLE AND WAIT FOR US UNQUOTE X THE
SURVIVCRS WERE ALL SET TO GIVE THEIR RESCUERS A GOOD BAWLING
OUT BUT FOUND WHEN THEY REACHFD THEM THEY HAD BEEN MOVING ALL
THE WHIIE X BY NON THE FOG WAS SO THICK THEY WOULD LIKELY

HAVE BEEN UNABLE TO GO ANY FURTHER HAD IT NOT BEEN FOR THE
TRACKS LEFT BY THE SLED HOWELL AND CONGER HAD PULLED BEHIND
THEM X PARA X AS SOON AS THE FOG LIFTED ENOUGH THEY STEPFPED
OFF THE ICE INTO THE RAFT AND SOON WERE ON THE PLANE X ON THE
WAY DOWN SOMF OF THEM HAD REEN WORRIED ABOUT HOW THE EDCE CF
THE ICE MIGHT BE AND IF THEY WOULD HAVE TO SLOSH THROUGH MUSHY
ICE X WHEN BACK ON THE SHIP THEY STILL MARVELLED THAT THEY HAD
GOTTEN OFF WITHOUT GETTING A FOOT WET X PARA X QUOTE TO BE
SIGHTED FINALLY WAS GOOD ENOUGH BUT TO BE RESCUED AND BACK ON
THE SHIP THE NEXT DAY SEEMS AIMOST TOO MUCH TO BEAR UNQUOTE
MCCARTY REMARKED AND WHILE HZ WAS EATING FRENCH FRIES AND
STEAX TOPPED OFF BY ICE CRFAM IN THE COMMODORES CABIN HE SAID
QUOTE CAPTAIN CALDWELL PROMISED ME ALL THIS WHEN WE GOT BACK
BUT I NEVER THOUGHT WE WOULD BE EATING IT SO SOON X GOLLY HOW
I LONGED FOR SOME GOOD ICE CREA¥ WHILE WE WERE ON THAT ICE UN-
QUOTE X PARA X LEBLANC TOLD THE CHAPLAIN AFTER THE SHIPS
DOCTOR HAD MADE HIM COMFCRTABLE QUOTE CHAPIAIN DURING THIS
EXPERIENCE IVE MET THE FINEST MAN IVE EVER KNOWN COUMA CAPTAIN
CALDWELL UNQUOTE X THEY ALL REFERRED TO HIM AS THE IRON MAN
AND MOST WONDERFUL LEADER X PARA X THEY HAD THEIR LITTLE JOKE
AT THE CAPTAINS EXPENSE X WHEN THEY STOPPED TO FAT *0OD WHICH
HAD BEEN DROPPED BY THE PLANE TWO AND ONF HALF HOURS OUT ON
THEIR TFN HOUR MARCH COMMA THE CAPTAIn >TD QUOTE NOW HEN DONT
GORGE YOURSELVES UMQUOTE AND THEN ATE k 3HOLE CAN OF SPAM HIM~
SELF X PARA X AND KFARNS WHO IN SPITE CF HiS BROKEN ARM AND
BRUISED SHOULDER AND SIDE RUSHED BACK TO THE PLANE TO RELEASE
LEBLANCS SAFETY BELT THUS WAKING HIS RESCUE POSSIBLE SAID CF
ROBBINS AND WAKR QUOTE I CANT SAY ENOUGH FOR THEIR COURAGE X
THEIR SPIRIT AND INGENUITY WERE AMAZING UNQUOTE X PARA X ANOTHER
SATD QUOTE WHAT WOULD WE HAVE DONE WITH A CAMERA IF YOU WOULD
HAVE DROPPED IT X JUST LET IT LIE WHERE IT FELL X WE WERE
WORRYING HOW WE WOULD GET OUR SLED DOWN COFF THE ICE SHELF AND
A CAMERA WOULD HAVE BEEN NO HELP X THE SAME WAS TRUE OF A LOT
OF THINGS YOU DROPFPED X WE DO APPRECIATE YQUR THOUGHTFULNESS
COMMA HOWEVER UNQUOTE X PARA X THE CONVERSATION THEN RETURNED
TO CAPTAIN CALDWELL AGAIN AND HE SAID QUOTE IT WAS QUITE A
WHILE BEFORE CAPTAIN CALDWELL RECOVERED HIS DIGNITY X YOU SEE
COMMA HE LOST HIS TRCUSERS AND UNDERWEAR WHEN WE CRASEED COMMA
TORN OFF HIM X IT WAS TWO OR THREE DAYS BEFORE HE FOUND SOME
UNDERSIZED REPLACFMENTS IN THE WRECKAGE X OH COMMA YES COMMA
WE WERE AILNAYS HAVING CUR JOKES X AFTER FOUR OR FIVE DAYS SOME~
BODY FOUND A MIRROR AND WE ALL SAW OURSELVES FOR THE FIRST TIME
X THAT DAY WE DECIDED TO GROW BEARDS CCMMA WE HAD NO RAZORS ANY-
WAY UNQUOTE X PARA X WARR SAID QUOTF WHEN I SAW THE PINE ISIAND
IT WAS ONE OF THE MOST BEAUTIFUL SIGHTS I HAVE EVER SEEN X BY
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THE WAY CCM¥A I WOULD LIKE TO LOOK THIS SHIP OVER FOR THE
NEXT THREE WEEKS X AND DONT ANYBODY SAY ANYTHING ABOUT FLY-
ING UNTIL THAT THREE WEEKS IS UP UNQUOTE X PARA X AS LONG

AS THEY FGUND THEMSELVES ON THE CONTINENT THEY WERE THRILLED
AT ITS AWEINSPIRING SCENERY AND BLEAKNESS AT THE HAUGHTY AND
MAGNIFICENT EMPEROR PENGUINS AND WERE THEY SASSY TOO X AFRAID
OF NOTHING X THEY WERE THRILLED TOO AT THEIR FIRST SIGHT OF
THE MOON AS THEY WERE LEAVING THE ICE X BUT THRILLED MOST OF
ALL TO BE BACK SAFE ABCARD X AMID THEIR SHIPMATES WHO THROUGH
LONG DAYS AND MANY SLEEPLESS NIGHTS HAD DONE EVERYTING POSSI-
BLE BY PRAYER AND HUMAN EFFORT TO EFFECT THEIR RESCUE BT.....
130511z"

"THIS IS PART FOURTEEN X FLORA AND FAUNA X PRACTICALLY NIL X

ONLY FIVE UNIDENTIFIED BIRDS SEEN AT CAMP FOR PERIOD OF THREE
DAYS X ABOUT TWENTY FaAPEROR PENGUINS ON THE COAST X ADELE
PENGUINS SIGHTED IN WATER AND ON FLOES X NO VEGETATION X ONLY
m?i? LAND SIGHTED WAS THE MOUNTAIN TOPS IN THE DISTANCE BT....
1215452",

Shortly after the rescue plane was hoisted aboard, the weather
came down like a wet blanket,

Taking stock of the situation to date we found that part of the
coastline assigned the Group had been delineated. We were left with
only two PBM's and twc flight crews, CTF 68 Operation Plan originally
intended we should contimue to the eastward, but Admiral Byrd had ex-
pressed the desire, which was approved by CTF 68, for this group to
delineate the coast line as far west as Mount Ruth 8iple which previocus-
ly had been sighted from the westward at a distance and plotted at lat,
73° 15' s., Long, 123° 00' W, We made our plans accordingly, and proceed-
ed with the attempt to discover the Antarctic coastline between Cape Dart
and Mount Ruth Siple,

For the next ten days due to adversas weather it was impossible
te gab a plane in the air., 8now, fog, low ceilings, poor visibility,
mixed with high winds and rough seas, plagued our operations. Durlng
this pericd, sixty hour maintenance checks were made on the two PBM's.

On 18 Janvary, BROWNSON came alongside for provisions and re-
ceived PINE ISIAND's stateside mail, BROWNSON had been ordered to re-
port to the PHILTPPINE SEA to act as plane guard during the launching
and flight of the six RLD's to lLittle America. The survivors of the
crashed plane, less Captain Caldwell who remained as Commanding Cfficer,
U.S.S. PINE ISLAND, were transferred to the BROWNSON for further trans-
fer to the PHILIPPINE SEA and return to the United States. Enroute to
the PHILTPPINE SEA, BRONNSON was fueled by the CANISTEO at her station
200 miles west cf the PINE ISLAND.
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During all these operations, CANISTEO and BRCWNSON were doing
their work quietly and efficiently, On station their weather reporting
wag of great value, They were equipped and trained to act as emergency
seadromes which was a great morale booster to the flight crews. Their
excellent reporting of ice conditions enabled the PINE ISLAND to change
positicn rapidly by avoiding the arnoying loss of time attendant to be-
coning caught in ice tongues and bays, Their wide range of activity
afforded the acientists and observers aboard excellent ovportunities to
collect and record the data necessary for their projects. They were in
there pliching all the time, always in the right spot. They'contributed
greatly to the successful accomplishments of the group.

On the afternoon of 19 Jamuary the sun became visible for the
first time in several days, and we had a glimpse of blue sky. The
helicopter (H03S5-1) was launched for ice reconnaissance, Purpose of the
flight was to locate a sultable operating area for launching PBM air-
craft. Drift ice, in which it was not possible to take off or land
PBM's, extended twenty miles north of the open pack, North of the drift
ice the water was too rough to hcist planes over the side, We searched
for a sheltered area of ice-free water, We found none and decided to
return to the ship and move the PINE ISLAKD westward.

During the 55 minutss absence of the helicopter from the ship,
low ceiling and fog closed in about the PINE ISIAND, causing severe
icing conditions, The pilot became aware that the rotor blades had
commenced to ice up, so he made a deliberaie high landing approach to the
tender platform, The helicopter began to settle rapidly, and in order
to prevent flying into the ship, the pilot turned the aircraft and crash-
ed in the water LO yards Jff the port beam of the PINE ISLAND, Eguipped
with wheel type landing gear, the helicopter began to sink and the cabin
£111 rapidly with water, temperature 30° F, Difficulty was experienced
by both pilot and observer in unfastening the transport type safety belts,
With safety belts finally unbuckled the cabin was almost completely sub~-
merged. To open the doors would destroy the airpocket, so the pilot
butted out the plexiglass cabin door top with his head and emerged,
followed closely by the observer, The rescue boat stationed close by
hauled the two occupants out of the water in less than one mimute, end
both were soon in the PINE ISIAND under medical care. Neither suffered
injuries or i1l effects from the incident, The helicopter was a total
lose, It is balieved that if it had bcen equipped with floats it might
have been saved, '

A despatch was received from CTF 68 suggested that 1f we moved
west to Longitude 120° West, we might find improved weather,

The PINE ISIAND set a westerly course to 120° West., Bad weather
continued and we were forced to the north by the pack ice. At 1900 on
21 Jamuary we reached lat, 66° 57' S., Long. 120° W,, and changed course
to the south. From early morning of the 22nd and throughout most of the
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day, the winds were high (26 kmots) and the seas rough, The ice pack
was encountered at Lat. 67° 15' S., Long. 120° W, As conditions appear-
ed to be better eastward, we proceeded in that direction, skirting the
pack ice in search of a suitable cperating area. Many icebergs were
seen along the course and a count of them at one time came to 103, the
mjority of which were large tabular bergs.

The morning of 23 Jamuary gave indications of improved weather,
the high winds and choppy seas tapered off, We were still hampered by
a ten mile strip of drift ice north of the pack, Clear of the drift
jice the seas wers too rough to launch aircraft, The flying weather wae
improving; it was imperative we find sheltered water clear of ice for
hoisting out the planes,

In maneuvering for position we sighted a huge iceberg midway in
the drift ice belt, Throuzh the glasses it appeared that in its wake
wae a2n area free of drift ice. PINE ISIAND procesded to that position,
and to the immenss satisfaction of all hands we found we had the answer
to our problem. The lee of this iceberg provided smooth water for
launching, and an ice free water area for take off. Position, Lat. 68°
13* 8., Long, 119° 31t W,

Flight quarters were sounded on the afternoon of 23 January, and
at 1919 Mariner George Three departed PINE ISLAND for the Artarctic
Continent, ¥ission: to pick up the cocastline south of our position and
to develop it westward as far as Mount Ruth Siple.

At 2022 Mariner George Two departed PIHZ ISLAND for the Continent.
Mission: to pick up the coastline south of our positicn and develop it
eastward as far as practiceble,

Both flighte were extremely successful. Major mountain ranges
were discovered, as was the coastline bstween Longitudes 127° 30' West
and 110° 00 West., This was perhape the most productive flight of the
entire operation, The coastline was much farther south than had been
estimated, It was necessary to fly over 360 miles of pack ice to reach
the coast, and the planes flew as far south as Latitude 74° 15 South
to develop the area.

The planes returned above the overcast to the ship the next
day, the morning of January 2Lith. During their absence the weather
had closed in, The ceiling was down to BOC feet with solid overcast
up to 8,000 feet. The tender was forced to move ciear of the iceberg
s0 that if the ceiling became zero the planes could makes a radio comtrol
let down and landing without danger of flying into the icebergs.
Fortunately, the ceiling held at 800 feet, The planes made instrument
let doms from 8,000 feet, then circled below the overcast until the
tender returned to open water to recover them, George Three landed at
0342 and George Two landed at 0500 on 2l January,
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With the plares safely aboard, the PINE ISLAND proceeded east-
ward to attain a suitable pcsition for the next flights, Our next
attempt was to fill in the gap between Cape Dart and the eastern limit
of the last flights.

With the tender in a favorable position, preparations for
flight operations were made early Sunday morning, 26 Jamuary, At
0550 Mariner George Two departed for the continent, followed an hour
later by George Three. These planes were highly successful in complet-
ing the delineation of the coastline between Cape Dart and Longitude
107° 30 West. The Antarctic coastline to date had been discovered and
photographed from Longitude 95° 30t W, to Longitude 127° 30' W,

George Two and Three landed at 1330 and 1,30, respectively, 26
January, and were holsted aboard.

It is interesting to note at this point that these flights on
26 Jamary 1947 were the last flights which were successful in penetrat-
ing the unknown areas of the Antarctic Continent., Weather prevented
anything but local flights or flights over previously discovered land
masses,

For the next three weeks repeated attempts to penetrate the
coastline proved unsuccessful,

On 27 Jamuary the PINE ISIAND rendezvoused with CANISTEO for re-
fueling at sea. Upon the conclusion of this operation, with these two
vessels in company, course was set to the eastward toward the vicinity
of Peter I Island for the conduct of flight operations and hydrographic
survey.

The CAIISTEO was directed on 28 Jamuary to proceed independently
to 102° West Longitude along the ice pack to act as a weather station and
emergency seadroms while the PINE ISIAND contimued her attempts to reach
Peter I Island,

On 30 January the PINE ISLAND was 85 miles north of Peter I
Island and on the edge of the icepack, The weather was poor; however,
at 1700 the helicopter with pilot and observer left the PINE ISLAND
for two ice reconnaissance flights of short duration,

High winds and bad weather continued until 8 February when the
weather cleared sufficiently to warrant launching aircraft, The two
Mariners were launched and by 1000 both aircraft were airborne, George
Three remained in the vicinity of the PINE ISLAND for flight testing
while George Two proceeded eastward to Charcot Island, abcut sixty miles
distant, However, bad weather developed so rapidly the aircraft were
recalled and hoisted aboard at 1330.
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9 February the BRONNSON rendezvoused with PINE ISIAND. The
weather had cleared sufficiently meanwhile so that at 0500 both Mariners
were launched for flights 1l and 15, and after they were airborne, mail
and provisions were transferred from BROWNSON to PINE ISIAND by boat.

At about 1620 both aircreft landed during light snow flurries
in the ice—-studded water after having coverrd & considerable area of
coastline, George Two had flown over the Douglas Nountains, the south
portion of Marguerite Bay, Alexarder I and Charcot Islands, while George
Three had photographed the coastline from 78° 15' West Longitudes to 70°
15' West Longitude, including the entire west coast of Alexander I Island
and the northern and eastern coasts of Charcot Island.

Monday, 10 February, a conference of commanding officers was held
at which time plans were made for future operstions as follows:

The PINE ISLAND was to lie to amd continmue attempts to launch
alrcraft for further reconnaissance near thie Palmer Peninsula, while the
CANISTED was stationed to the westward as a weather station and the
BROWNSON was to attempt to reach Charcot Island to send a landing party
ashore to make observations,

Bquipment and personnsl required for the operation were {rans-
ferred to ths U,S,5. BROWNSON, The Task Group Commander transferred his
flag to the BROWNSON that same afterncon and the BROWNSON set course for
Charcot Island, while the CANISTEO remained on station to report weather,

The BROWNSCN was successful in reaching within 500 yards of
Charcot Island by small boat, where heavy ice with rough seas stopped
further progress. The succesaful reccnnaissance of Charcot Island and
Alexander I Island is contained in the BROWNSON's report.

PINE ISIAND was ordered to proceed to Marguerite Bay on 11
Pebruary. .Course was set to the northeast through high seas and wind,
and at 0840 on 12 February, the northern coast of Alexander I Island was
sighted, distant 4O miles. At 2215 on the same date this ressel reported
sighting five small islands in Latitude 68° L5t S., Longitude 72° 13' W,,
which from their appearance and location were belisved to be the Johansen
islands.

PINE ISIAND and BROWNSON rendezvoussd in the morning of 13 Feb~
ruary, both cruising off the socuthwest coast of Adelaide Island awaiting
a favorable change in weather to enter Marguerite Bay,

PINE ISLAND fueled BROWNSON on 1l February during which operation
preparations were made to transfer the Task Group Commander to PINE ISLAND
by breeches buoy. While attempting ths transfer, with the Task Group
Commander at mid-span between the vessels, an out of phase rcll parted Lhe
span between the ships and dropped the Task Group Commander in the water,
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By skillful maneuvering the BROWNSON retrieved the Task Group Commander
within eight minutes, He was given medical treatment aboard the BRO®N-
SON while the vessels continued the fueling operation.

On 1l February, the Task Group was ordered to rendezvous and
proceed in company to the Weddell Sea for operations in that area,
Enroute, on 17 February, the Task Group Commander and his staff trans-—
ferred to the PINE ISLAND by small boat,

Refueling of the BROWNSON and PINE ISIAND was carried out by
CANISTEQ from 19 to 21 February, and during the following days inclement
weather and heavy pack ice prevented flight opsrations.

Russiun whaling vessels consisting of S.S. SIAVA, factory ship,
and three steam catcher vessels of about 150 tons displacement were en-
countered on 26 February. These vessels when asked about ice conditions
and weathar to the eastward failed to reply with other than their call
letters,

On 27 February, the PINE ISLAND and BROWNSON crossed the inter-
section of the (reemwich Meridian and the Antarctic Circle,

In view of the prospect of suitable weather for flight operations
the following day, flight crews were briefed in the afternoon February
28th, and on 1 March at about 1230, when the weather cleared after heavy
snow squalls, both aircraft were launched., Weatiher was extremely bad
over the continent with clouds extending from the surface to 15,000 feet,
which prevented any exploration over land and restricted flight operations
to reconnaissance of ice conditions about 10 miles off the estimated
position of the coastline,

Again on 2 March at 0300, preparations were made for flight
operations; however, the weather soon cloceed in forcing cancellation of
the proposed flights,

On 3 March the Task Group was ordered to withdraw from the Ant-
arctic and proceed towards Brazil, At the time there was uncertainty
a8 to whether the Group was to visit Rio de Janeiro or some other port
in Brazil, in view of objections posed by the Naval Attache at Rio,
This problem was resolved in favor of Rio de Janeiro by the sixth of
March,

PINE ISLAND provisioned BROWNSON on 11 March, During the follow-
ing night the wind velccity increased with heavy seas and gusts to forty
knotso

BROWNSON fueled from PINE ISLAND during the morning of 1L March,

afterwhich the Task Group lay to for five hours to prepare the vessels
for entering port, A conference of commanding officers was held on board
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to discuss honors and ceremonies during the period in port. All command-
ing officers were directed to bring to the attention of their crews the
provision of Atlantic Fleet Letter 28L-46, and to take positive measurss
to assure good behavior on the part of their crews as representatives of
their country in Brazil,

During daylight hours on 15, 16 and 17 March the Task Group lay
to completing preparations for entering port, and on 18 March the Teszk
Group entered the harbor of Rio de Janeiro at 11002 after firing the
Nationgl Salute to Brazil and a 13-gun salute to Rear Admiral Raul de
San-Tiago Dantas, Commander, Destroyer Force. By 12402 the Group was
moored in Baia de Guanabana,

A shore patrol was established, official visits made and re-
ceived for the following six days.

On Monday, 24 March, the Task Group got underway and stood out
of the harbor.

BROWNSON and PINE ISLAND fueled at sea from CANISTEO onm 25 March,
following which BROWNSON and CANISTEO were ordered to report to type
commanders, with BROWNSON taking departure for Norfolk, Virginia, and
CANISTEO for Ascension Island., PING ¥SLAND proceeded to Cristobal, Canal
Zone, at 13.5 knots,

On 6 April, the PINE ISIAND entered the Cristcbal breakwater,
and proceeded to moor alongside Pier L, Naval Operzting Base, Coco Solo,
C.2., after discharging her two Martin Mariner seaplanes, The ship was
underway on 7 April to transit the Panama Canal, and was moored at Rerth
L, Balboa, C.Z2, PINE ISIAND was drydocked on 8 April for replacement of
a damaged port screw and for bottom painting.

PINE ISLAND was undocked on 11 April, and on 1l April reported
to Commander Air Force, Pacific Fleet, got underway, and stood out en—
route to San Diego, California,

Commander Task Group 68.3 proceeded from Coco Solo, Canal Zone,
to Waghington, D,C, via Naval Air Transport Service, and reported to
Commander Task Force 68 for duty,

The specific accomplishments of the Task Group are covered in

detail in the individual ships! reports of Operation HIGHJUMP which have
been submitted to the Task Force Commander.
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1o Orders for the PHILIPPINE SmA to participate in Operation
HIGHJUP were received while the ship was undergoing shakedown oper-
ations ab Guantanamo 3ay, Cuba. Shakedown was cut short and the ship
proceeded to South Boston Annex, Naval Shipyards, Boston, Mass., for

a one month period of preparation. During this time, urgent items of
repair and alterations were accomplished as would nom.ally have been
done during post-shakedown availability. Certain preparations for tr-
ansit ol the Panama Canal were also made., Disassembled parts for twenty
sleds were received from NSY, Boston, and were assembled and made ready
for use by ship's personnel. Several bolts of Byrd cloth were receiv-
ed for the construction of various items of cold weather clothing and
equipment. The ship left the yard on 27 December, 1946, for Norfolke

2. The ship arrived and docked at }0B, Norfolk, on 29 December.
Here were loaded the six RLD airplanes with the major portion of their
spare parts and special equipment including the skis. One HO3Sl
helicopter was flown abtoard while at the dock. In addition, the ship
received on board spare crews and spare paris for (peration SEABISCUIT.
Approximately 100 tons of miscelieneous equipment for other ships of
the Task Force was loaded which had not been on hand when these ships
departed from the United States., Two 0Y-1 pianes were received for
transfer to the base camp at Little America. Rear Admiral Richard E.
Byrd, USYN (Ret,) and the crews cf the RLD's came aboard.

3. Departare from Norfolk was taken on 2 January 1547, arriving
Colon, C. Z. on 7 January. The ship made the transit of the Canal on

8 January. During transit of Gatum Locks, one electric mule had a power
failure which resulted in the ship striking the retaining wall, damag-~
ing two LOMM quad gun mounts in the port forward gun tub and putting

a large hole (L* X 3!') in the gun tub, Also during the transit, a pro-
Jecting part of one of the forward winches caught on the side wall,
damaging the winch beyond immediate repair. The ship reported to Com-
mander, Task Force 68 when transit of the canal was completed. After
docking at Balbva, the ship was fueled to capacity and repairs teo the
gun tub made. A winch was requisitioned and mounted to replace the
danaged one. Departure from Balboa was taken on 10 January.

L. After passing Cape }ala a great circle course was set for
Lat 60° South, Long 160° West with the idea of thus by-passing the
major portion of the expected Northern limit of ice bergs and then
steaming direc® for the rendezvous point. Permission was requested and
received to proceed at 20 knots since it was probable the base camp
would be prepared to receive the planes at the earlier launching date
thus made pessible. During the passage from Norfolk to the rendezvous
point relatively good weather prevailed and advantage was taken of this
good sailing to put everything in complete readiness for the launching
operations and for off-loading of the cargo. Plane crews checked planes
and engines, and loaded the planes for take-off. Loading and equip~
ment carried is given in detail in Annex D, Sec. 7d. The ship's air
department mounted the skis on all planes and adjusted them for carrier
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take—off (skis were set to ride 3 inches from the deck with tires
ncrmally inflated), The two QOY-1's were fit-,:i with skis in lieu of
wheels and were partially dissssembled. Wings and tail surfaces wers
crated. The cargo, which had been put aboard hurriedly, was segregat-
ed, marked, and in some cases repacked to facilitate transfer. The
sail loft manufactured tents, sled sails, engine covers, and various
items of cold weather equipment (see Annex D, Sec. 2b). The navigators
of the RLD's received intensive training and practical work in naviga-
tion during the trip, a vital necessity since the pilots selected were
almost totally untrained in celestial navigation.

The helicopter was not used for the greater portion of the trip
down since it was not desired to impede speed of advance by maneuvering
to achieve suitable wind conditions and since any flights made ocould
achieve no useful purpcse and might produce scme accident which would
dery its use when really needed. It was warmed up periodically and kspt
in condition for flight on short notice. On 22 January in Lat 580 L8' S.
Long. 1560 OL' West, it was assumed ice bergs could be encountered dur—
ing the day and the helicopter was scheduled for ice patrol. The plane
was spotted forward, just aft of ~.mber one elevator. The pilot, when
ready, started a normal take~ofi, hovering a moment just off the deck
to determine the amount of pitch and roll to be expected when landing,
then without gaining altitude started forward across the port bow. As
soon as the plane had cleared the edge of the flight deck, it stopped
and started to turn and lose altitude. Apparently the down wash over
the port side (wind was on the starboard bow) and the loss of cushion-
ing effect of the deck caused a down motion greater than was expected
or could be countered and the plane gank rapidly to near water level,
paused there momentarily, then dropped into the water on the port side
abreast the island structure. The crew, alerted for this emergency,
abandoned ship promptly and inflated their life jackets. The ship turmn-
ed, stopped, and lowered a life boat which picked up the men in about
eight minutes. The plane remained partially afloat for 12 minutes be-
fore sinking. The crew suffered only exposure and shock (water tempera-
ture 40° F.). There was no evidence of mechanical failure, trerefore
100% pilot error was assigned, due to error in judgment and to inexperi-
ence.

Ice bergs were iirst encountered on 24 January. No small bergs
or growlers had been sighted and it was not known whether radar recep-
tion would give sufricient warning. Therefore during the periods of
heavy fog which were subsequently encountered, speed of advance was mat-
erially reduced by lying to waiting for visibility to improve.

Se The CACAPON was sighted on the morning of 25 January also pro-

ceeding to the designated rendezvous point and was directed to join.
An hour later, at OLUO, (+ 12), the NORTEWIND and SENNET were signted
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lying to and all ships joined. A conference of comranding officers
was called on bosr? the PHILIPPINE SEA to outline procedures and to
acquaint all ships with the work to be done, in addition to launch-
ing the planes. This involved refueling of all ships from CACAPON
and the transfer of cargo and mail to the other ships from PHILIPPINE
SEA. A number of personnel transfers were also required including
the transfer of survivors of the PBM crash from BROWNSON and other
patients for return to the United States. It was first decided that
SENNET, which required oniy fueling, would go alongside CACAPON while
lying to, but this proved impracticable due to rolling of both ships
in the long swell which was running. Therefore the entire group got
underway, steaming to the northward with SENNET fueling from CACAPON,
and PHILIPPINE SEA transferring cargo to NORTHWIND. SENNET was de-
tached upon completion of fueling with orders to return to the vicin—
ity of Scott Island. These orders were later modified to include a
sweep to the east in an attempt to determine the southward limit of
free water satisfactory for launching operations. This sweep was not
productive of any satisfactory information due to errors in naviga-
tion and the submarine's inability to proceed safely thru the brash
encountered. Ioading of NORTHWIND continued throughout the day. The
Burtoning method of transfer was used end proved satisfactory in spite
of heavy rolling by NORTHWIND. I[lowever, it was decided that conditions
were such that transfer of personnel and of the Q0Y-1 airplanes and
several other heavy or bulky items of cargo would involve undue haz-
ard at this time. Therefore at 0025 (+412) 26 Jarnuary cast off irans—
fer lines and and went alongside CACAPON to fuel. BROWNSON, who had
Jjust joined, came alongside PHILIPPINE SEA to *ransfer survivors.
These two cperations were completed by 023V and course was reversed.
No further operations were atcempted during the remainder of 26 Jan-
uary. At 0700, 27 January, sea conditions had improved somewhat, so
NORTHWIND came alongside and received personnel and remainder of cargo.
This was completed by 0945 and NORTHWIND was detached to proceed to Bay
of whales, scouting the pack enroute for best suitable launching area
and then taking station on track of planes to Little America as rescue
vessel in case of forced landing in the pack. At 1300 BROWNSON came
alongside for transfer cf cargo and personnel. This was accomplished
in a very smart and expeditious manner, mainly due to the energetic and
enthusiastic efforts of the crew of BROWNSON. The Burtoning method was
not practicable, so all cargo was passed by personnel carrier lines,
three of which were rigged. BROWNSON cast off at 1600 and the group
then proceeded in company to the Southeastward to the area indicated
by NORTH/IND as most suitable. The following day, 28 January, was spent
proceeding to and in the area selected for launching. BROWL ted
ahead 30 miles to det . g NSON scouted
etermine the actval position of the bay in the pack
reported by NORTHWIND. CACAPON transferred a patient to PETLIPPINI
The next day, 29 Janu i ; " 23 S8
= s January, was spent lying to in approximate position
LAT 68° 501 South, IONG 17L° LO' West, awaiting favorable weather con-
ditions at Liitle America. Conditions in launching area were satisfact-
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ory with overcast to broken clouds, a large area of clear water and light
variable winds. Tt had been decided that two plares would be launched
first and remainder would wait until these had lancded and reported wea-
ther and field conditions. 'eather at Little America appeared to be im-
proving throughout the day and planes were kept ready for launching on
short notice. Little America reported "cpen for flight operations" in
the late evening. 7The first plane, with Rear Admiral Byrd aboard, was
launched at 221l with the second following at 2231. Thirty knots speed
thru the water was required to achieve L1 knots of wind over the deck,
The first two planes landed safely and reported sat!nifactory conditions,
so it was decided to launch the remainder as one group, but to proceed
in pairs after launching. Planes were launched at 0633, 0648, 0708,
0718. The same wind over the dack for the second iaunch was obtained
with only eighteen knots speed thru the water. All launches wers normal
with actual deck runs being very close to those preaicted. JATO units
worked satisfactorily, skis did not interfere with take—off or with re-
tracting landing gear, no plane experiences difficvlity with swerving on
take-off, nor was any unforeseen difficutty encountered. Two circum-
stances were very fortunate a relatively large area of ice-iree water
was found comparstively far south which permitted the ship to maintain
course and speed for each launching operation, and secondly, suitable
weather at ship and base and along the flight route was encountered
without an undue delay. If the second launch had been delayed for even
an hour, weather at the ship would have prevented take—off and several
days wait would have been required before suitable conditions again ex-
isted,

The three ships remained in the launching position until all
planes were in sight of base in case a water landing would be required.
When a report was received that all planes had arrived, course was set
to the Northward ana transfer of cargé and personnel to CACAPON started.
BROWNSON was kept in position astern during tlris operetion as life guard
vessel. This operation had been left until the last in order that fuel
requirements of PHILIPPINE SEA for return trip could be more accurately
determined. A possible shortage of fuel for the Task Force existed,
with the result that PHILIPPINE SEA was ordered to return without re—
fueling, although the reserve for this trip was not as great as was de-
sired. Transfer to CACAPON was effected in a normal manner using the
Burtoning method. Operations were complicated, however, by extremely
low visibility and the presence of numerous icebergs. During the 33
hours taken by this operation several course changes up to thirty de-
grees were required. Radar showed free lanes satisfactorily and all
course changes were made at the rate of about one degree per minute
with both ships turning simultaneausly on voice signal. At 1630, 30
January, the operation was completed, BROWNSON and CACAPON were releas-

ed and course set for return to Panama, following closely the track of
ths outbound trip.
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6. The return trip to Panama was completely uneventiui. The

ship conducted routine training enroute, expending 2} of the 25 TDD
drones carried on this cruise for gunnery training. Performance of

the drones was ood ard great benefit to all batteries was derived

from this type of exercise. The ship arrived Balboa, C. Z. cn 18
February 1947. 1 survivors except Lt. IeBlanc, who could not be
moved, Wwere sent to the United States by air. PHILIPPINE SEA reported
to ComAirLant: duty with Task Force 68 completed. Transit of the Canal
and return to Quonset was routine and normal.

U It is felt by PHILIPPINE SEA that its participation in Opera-
tion HIGHJUMP was in practically all respects a normal, routine opera-
tion. Navigation in areas where ice bergs are present requires cau-
tion when low visibility is also encountered since radar performance

is mot all that could be desired, particularly as regards detection of
growlers and small ice. Suitable weather would be the determining
factor in any carrier operations in the areas involved whether for trans-
port of planes as in this case or for operation of normal carrier types.
Temperatures encounteraed throughout were much milder than those exist~
ing at the time in the normal operating area of this ship, i.e., the
Newport~Quonset Point area, therefore no assessment from the point of
view of cold weather operations could be made. No difficulties were
encountered in loading, handling, or launching RLD type planes. Thesse
planes could undoubtedly be launched from a carrier without the use

of JATO, but it does provide a degirable safety feature.
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I. Objectives of Base Group (Task Group 68,5
The objectives of the Base Group (TG 68,5) were as follows:

(a) To establish and maintain during the Antarctic summer a
temporary base for approximately 300 personnel, including a matted air
strip for the operation of aircraft on wheels, on the Ross Shelf Ice
in the vicinity of Little America, Antarctica,

(b) Conduct systematic outward radial air exploration of
agssigned area of the Antarctic continent,

(c) Be prepared to carry out rescue operations for aviation
personnel forced domm in the interior of the continent, including the
establishment of an emergency winter camp at Little America to accommo-
date thirty-five personnel (to be activated only upon orders).

(¢) Carry out assigned projects for training naval personnel,
testing material, and amplifying scientific kmowledge of the Antarctic,

II. Organization of the Base Group

The Base Group (TG 68.5) was activated upon arrival of the
ships of the Central Group (TG 68.1) at the Bay of Whales. The number
of personnel involved varied from day to day due to the necessity for
the ships to move out of the bay when sea and wind conditions became
unfavorable, All records, pay accounts, ete,, were retained on the
ships to which the personnel were attached and as many men as practice
able lived aboard the ships tied up to the ice when not engaged in
their work ashore. After the departure of the ships on 6 February, a
total of 197 officers, civilians and enlisted men were based ashore,

The Base Group was divided into the following units for
administration under the Task Group Commander (CTG 68.5), Commander
C. M, Campbell, USN:

(a) Aviation Unit (Comdr. W, M, Hawkes, USN, CTU 68.%,1)
20 officers, 52 enlisted men,

(b) Construction Unit (Comdr. C, O, Reinhardt, CEC, USN, CTU
68.5.2) 1 officer, 27 enlisted men,

(¢) Cormunications and GPN Crew (Lt. ¥. M, Hershey, USN)
5 officers, 17 enlisted men,

(d) Aerology, scientific and observer Unit (Capt. G. F,

Kosco, USN) 11 observers, 6 scientists, L news
correspondents and 5 enlisted men,
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(e) Photo Unit (Lt. C. C. Shirley, USN)
1 officer, 10 enlisted men,

(f) Commissary, supply and palley Unit (Lt.(jg) L.D. Wilson
(8C), USN). 21 enlisted men.

(g) Ground rescue and transportation Unit (Capt. V. D. Boyd,
USKC). 2 officers, 5 enlisted men,

(n) Medical Unit (Lt.(Jjg) H. R. Richardson (MC), USN)
1 enlisted man,

III RNarrative of the Base Group (TG 68.5) 16 January, 1947 to 23
' February, 1947.

On the 16th and 17th of January, 1947 while the ships of the
Central Group lay to off the entrance to the Bay of Whales small parties
of officers and observers, including CTG 68,5 and Dr, Paul Siple, went
ashore to investigete sites for the Base Camp. The site of Little
America IV was selected and the route over which it would be necessary
to haul supplies from the ships to the camp was laid out and marked with
trail flags, The old camp (Little America III) used on the '39-'Li ex-
pedition, was visited to ascertain whether it would be usable as an
emergency base camp in case the emergency base was activated to remain
over the winter night. It was found to be intact with all the buildings
and equipment in good condition.

At 0345 R on 18 January the U,S.S. YANCEY commenced discharging
cargo onto the bay ice, The first items unioaded were the tractors,
trucks and other vehicles needed for transportation., It was found
necess.ry to bridge a pressure ridge and an open crack in the Bay ice.
The construction detail was divided into two twelve hour shifts so that
the work could proceed as fast as possible,

The JA aircraft on skis was unloaded from the U.S.S. MCUNT
OLYMPUS on 21 Jamuary and towed to the air strip, On 22 January a local
photo flight was made with the JA and thereafter frequent flights were made
to make a progressive photographic record of the progress made in build-
ing the Base Camp,

A temporary transportation headquarters was established at the
foot of the barrier on the Bay ice with fueling and repair facilities
for all vehicles, Wooden extension tracks had been built on all tractors
tc be used on the barrier; tractcrs without extensions were used for
hauling loads on the bay ice from the ships sides to the foot of the
barrier, A cableway was rigged on the barrier slope to haul sleds up and
down the slope over the crevassed area to speed operations and reduce
tractor traffic,
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Messing facilities were set up and the first meal served ashore
on 23 January. The total personnel living ashore varied from day to
day between a low of 30 and a high of 248 reached during a period when
all ships were forced to leave the ice suddenly due to bad weather,
Upon the final departure of all ships the number of men based ashore
stabilized at 197. This figure was arrived at as the maximur number
of personnel that could be evacuated by the icebreaker in one trip,
The decision to take the ships of CT? 6€.1 out through the ice pack
departing the Bay of Whales about 6 February caused a considerable change
in plans for the Base Croup., The communication facilities planned for
the Base had to be greatly increased, all material for the emergency base
had to be quickly unloaded and installed at Little America III, work on
the projected Marston Mat airstrip had to be discontinued and all fuel
and other supplies for the Base Camp had to be unloaded prior to the pro-
jected departure of the vessels of CTG 68.1,

t was decided to only unload enough Marston mat for an experi-
mental strip 590 feet long by 15C feet wide, In the meanvwhile, the
Commander of the Base Group repcrted that conditions on the airstrip were
suitable for landing RUD's on skis. To the North, the PHILIPPINE SFA
had been lying to in the vicinity of Scott Island waiting for a favor-
able moment to launch the RUD's. At 2330 (X) 29 January, 1947 the first
two RUD's took off from the carrier, bound for Little America., Not only
was it the first time that a plane as large as an RUD had taken off from
a carrier but it was the first time that any airplane had ever taken off
from a carrier with a ccmbination wheel-ski arrangemert, In the first
plane, the Officer in Charge of the Antarctic Development Project, Hear
Admiral R. E, Byrd, U.S.N, (itet) was flyingz as observer. The take-cff
of the first two planes was successful and for five and a halif hours
they continued winginy their way southward. They passed over the ice
breaker NORTHZIMD, which had been stationed at the mid-point of the
flight, slightly behind schedule. Strong head winds were encountered
all the way down, rinally at 0500 (X) they were sighted from Little
America and at 0520 the first plane landed. When it slid to a stop,
Admiral Ryrd was the first one to disembark, His first words of greet-
ing were, "lell, it's pood to be 'Home',"

As soon as the nevis of the success of the first flight was
received abcard the carrier, preparations were at once made to launch
the remaining four planes, In these, besides their crews, were two
correspondents, lr, R, Nichols and Mr, R, Reuben, The first plane of
this group took off at 0800 (X) and shortly thereafter the remaining
three were «irborne. The same strong headwinds were encountered enroute,
About 200 miles from Little America, the last plane ran into trouble,
First its gvro went out and it had to rely on its magnetic compass. The
weather had started to close in and the sun was no longer visible so its
Astro compass was of no use, A short while later its radio went out
and many anxious moments were aspent by those listening both at Little
America and con the U,S.,S. PHILIPPINZ SEA. At 1332, the first plane of
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this group landed on the snow strip at Little America, followed short-
ly thereafter by two more. But one did not land - it was kept airborne
to help the fourth plane. The fourth plane still had not been heard
frem, It was a great relief when a few minutes after the third plane
had landed, radio contact with the fourth plane was made, The plane
reported that it was uncertain of its position and was flying east along
the Barrier. They had evidently been set to the west for the radar on
the MOUNT OLYMPUS picked them up almost immediately and at 1406 they
landed, It was none too soon, The last plane had no sooner landed when
the weather for which the Antarctic has long been famous, closed in,
Thus another chapter had been written in the History of the Antarctic
and in the History of Aviation,

During the next week work at the Base Camp proceeded at a rapid
pace, making use of working parties from the ships present to augment
the manpower available ashore, to complete the preparations necessary
for the camp to operate entirely on its own upon the departure of all
the ships, Tests were completed and prepsrations made for the RLD air-
plane reconnaissance flights that wers going to be made over the interior
of the Antarctic Continent, A&s stated previously the planes were equipp-
ed with ski-wheel landing gear. After they arrived at Little America,
the whezls were removed and a strip of dural placed over the wheel slot
of the first two planes leaving the other four with open siots, During
the remaining few days until the ships all departed on 6 February numer-
our flights with varioue loads were made, not only tc familiarize the
pilots with ski landings and take-offs, but also to determine the largest
pay loads that could be takxen off with safety from the snow surface of
Little America,

Two disassembled Stinson 0Y-1 alirplanes equipped with skis had
been shipped in from the PHILIPPINE SEA via the U.S.C.G.C. NORTHWIND for
use as general utility and short range rescue planes, One of these was
assembled and made a number of local flights during the next three weeks,

After the departure of the ships on the 6th of February, all
efforts were concentrated on preparing the planes for flight so that
full advantage could be taken of any break in the weather, On the Sth
of February two planes, V-1 and V-2 took off on cperational flights to
the southeast with Rear Admiral Byrd aboard V-1. The pianes ran inmto
bad weather with light icing and being unable to climb on top of the
solid overcast, turned back from a point about two hurdred miles scuth-
east of Little America and photographed the local area between Discovery
Inlet and Kainan Bay before landing at base, On the 10th of February two
planes, V-3 and V-3, took off on an operational flight to the southwest
with CTG £8.5 a>oard V-3. While flying at 9000 feet altitude about two
hundred and forty miles from Little America, V-5 began having engine
trouble with low oil pressure on one engine and the other cuiting out
periodically, Both planes returned to base via Discoyery Inlet flying
through snow and sleet between Discovery Inlet and the Bay of Whales,
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On the first operational flight V-1 and V-2 had 1200 gallons of gasoline
aboard and used four Jato bottles aplece. On the second operational
flight V-3 and V-5 had 1400 hallons of gasoline aboard and used four Jato
bottles apiece, The wheel openings in the skis of these lasgst two planes
were left open and seemed to work better than the filled ones of V-1 and
V=2 as much less power was required to taxi over the snow surface of the
field, On the remainder of the flights, loads up to 1600 gallons of
gasoline were taken off without Jato although the usual lcading was 1400
gallons and two Jato bottles,

On 1l; February V-1 and V-2, with Admiral Byrd in V-1, flew south-
east to the vicinity of the Horlick Mountains and the Thorne Glacier,
discovering a new range of mountains and photographing considerable un-
nown area., V-6 and V-3 were launched as soon as the first pair were on
their way back to base and their track carried them well to the east of
the first pair covering much unknown territory. A solid undercast pre-
vented extending the track of this pair further than five hundred miles,
V-l and V-2 were gassed upon return from the first flight and sent out to
the southwest over Wade and Beardmore Glaclers and out inte the unexplored
area to the southwest of Mount Markham covering the sector out to almost
700 miles from Little America.

Early on 15 February V-3 and V-5 were launched to the eastward
where they reached the area south of Mount Walker and discovered and
photographed several new mountains in that area,

Late that evening the phenomenal weather still holding, it was
decided to send a pair of planes to the South Pole and the area beyond
and to the west of the pole, V-1 with Admiral Byrd aboard and V-6 with
CTG 68.5 aboard flew to the Wade Glacier, up the 180th Meridian to the
Pole, made a wide circle over the pole, went north on the 0° meridian
for over sixty miles, then west over sixty miles, and returned to base
passing through the area between Wade and Beardmore glaciers., A large
amount of polar plateau was explored and several new mountains sighted
along the south west slopes of the known range of mountains next to the
Ross Shelf Ice,

On 17 February four pianes were launched singly to cover the
gsectors to the southwest in the area south of McMurdo Sound, Engine
trouble turned back V-6 and V-1 before getting over the mountains,
Weather stopped V-3 but V-2 was able to climb over the range and photoe-
graph and discover new mountains on the southwest side of the range and
northmward toward McMurdo Sound, On his return V-2 sighted many new bays
and cracks along the north edge of the Ross Shelf Ice between McMurdoe
Sound and Discovery Inlet, BRBeing out of f£ilm, he requested another
plane to be sent out to complete the photography., V-5 was launched but
had to turn back befoie much was accomplished due to lowering visibility
west of Discovery Inlet,
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On 19 February, V-1 made a local Magnetometer flight with
interesting results. The following day two planes, V-3 and V-5, were
agaln launched to cover the southwest sectors but again ran into solid
overcast on the Polar Plateau and were forced to turn north whers they
were able to photograph considerable areas to the north of McMurdo Sourd
along the mount&in range., Iater that day, V-1 made a magnetomster flight.

On 21 February, Plane V-3 made an ice reconnaissance hop to the
northwest but bad weather limited the range to about one hundred twenty
miles. Plane V-6 made an experimental altitude flight locally to try
and determine what effects oxygen lack would have on crews in this
latitude compared to the effects in temperate zones. Plane V-1 made
another magnetometer flight through the Rockefeller Mountains and over
Roosevelt Island with very good results,

On 22 February, planes V=2 and V=3 were launched to try and tie
in previous discoveries in the southeast sector toward the Horlick
Mourtains, Bad weather turned both planes back after having covered
about 500 miles of the track out. Plane V-1 was launched for a magneto-
meter flight but expsarienced a complete engine failure when about eighty
miles east of the base and it returned on one engine, The BURTON ISTAND
which had completed a survey of the McMurdo Sound area had arrived early
that morning and & conference was held between Rear Admiral Byrd and the
Task Force Commander, It was decided to cancel further flight operations
and evacuate the base.

The planes were secured, headed into the prevailing wind with
fabric control surfaces removed and stcwed inside the fuselage, Class-
ified communicutions gear was removed and either destrcyed or evacuated
on the BURTON ISIAND along with camera gear, =2ssential scientific equip-
ment and the personal baggage of the camp inhabitants, All caches of
supplies and other equipment. was marked by tall poles and a sketch locat-
ing the caches was posted inside the two permanent quonset huts,

All personnel were taken aboard the BURTON ISIAND and a last
inspection of the base made by CTG 68.5. The colors were left flying
at the mast-head of the flag-pole at the corner of the galley and mess
hall and the BURTON ISLAND departed for Wellington, New Zealand at 2300
R 23 February, 1947, with all members of the Base Group safely aboard,

Besides the long range air operations which are completely
covered in the Aviation annex of HIGHJUMP report, a great many other
things had been accomplished. An experimental airstrip had been laid,
an RLD on wheels had taxied on it, an 0Y-1 on wheels had taken off and
landed on it successfully, and other weight supporting and drop tests
had been made, Numerous scientific experiments had been conducted such
ag magnetometer tests, measurement of the velocity of sound through snow
and ice, Ceiger counter recordings of cosmic rays, etc, These were
carried out by representatives and scientists of other government agencies,
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Tests of a more immediate practical nature, such as operation of
different types of standard construction and transportation equipment,
tests of medical supplies and various types of clothing, and the problem
of maintaining a camp of approximately 200 men on the ice for a period
of one month with only temporary shelter and no outside help, were also
made, Complete accounts of tests made and experiments conducted can be
found ip the annexes of the HIGHJUMP report.

IV, Summary of Base Group Accomplishments and Recommendations,

The Base Group accomplished the following tasks during the
thirty-six days ashore on the Ross Ice Shelf at the Bay of Whales:

(a) Unloaded and transported to the camp area a total of 1,800
tons of provisions, fuel, and equipment,

(b) Constructed and put in operation a galley and mess hall
from which over 21,000 hot palatable rations were served.

(¢) Constructed an insulated $6' by 20' communication quonset
rut at Little America III with an interconnecting passageway tc the buried
buildings of the old camp. Set up long range communication with Washing-
ton, D. C, direct by means of rhombic antennae mounted on forty-foot poles.
Stored below, in the food caches, food for thirty-five men for fourteen
months, Stored just outside the quonset hut 50,000 gallons of diesel fuel
for the generators,

(d) Constructed at Little America IV fifty-four pyramidal tents
with wooden decks, and three prefabricated wannigans for living quarters
equipped with diesel oil stores, folding cots with mattresses and sleep-
ing bags, Constructed eleven other tents of various sizes for outdoor
toilets, aerology, photographic stowage and aviation supply purposes,

{e) Constructed a L8' X 20' quonset hut for aviation maintenance
and aircraft communications,

(f) Transported a complete GCA equipment including a power
supply truck to the Air strip, set up and tested the equipment, dis-
assembled it and returned it to its stowage aboard ship prior to the de-
parture of the AKA's on 6 February.

(g) Transported and set up a GPN unii with power supply truck
at the airstrip, Disassembled and transported it for loading aboard the
BURTON ISLAND during evacuation,

(h) Established a sled dog village adjacent to camp area from

which three dog teams were trained. They made trips to the bay ice area
daily to brirg back Wedell seals killed for dog food.
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(i) Operated the eight aircraf® of the air unit a total of
300 flying hours doing all maintenance work on them in the open in tewp-
eratures that ranged as low as -23° C,

(3) Constructed three hard surface snow runwajys for ski planes
totaling 13,000 feet in length,

(k) Constructed a Marsten Mat landing strip on the snow surface
835' long and varying from 150! to LO' wide for experimental purposes,

(1) Conducted the scientific program ashore as completely as
limited time allowed,

(m) Carrfed out the numerous technical and military projects
requested by Bureaus of the Ravy and other governmental agencies,

The details of the above accomplishments are contained in
appropriate annexes of the Operatioan HIGHJUMP Report,

Recommendations

The two most important shortcomings of the Base Group were
internal comrmunications and personnel transportation., Short range
radio voice sets were used of the SCR~610 series but proved inadequate
for the purpose due to number of operating personnel needed and mainten-
ance difficulties with the sets. It is recommended that a field tele=-
phone set be used in similar future operations. Weasels toring one ton
sleds were used for personnel transportation and would have sufficed if
there had been about twenty-four available instead of eight, However,
it is recommended that for future cperations on similar type snow surface,
a new weasel be designed to be a little more rugged, eliminate excess
weight by removing the amphibious parts and design a light sled with a
covered body so that personnel will be protected from the snow thrown by
the rubber tracks of the weasel,
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NARRATIVE OF PARTICIPATION

1, The MOUNT OLY¥PUS was assigned to Uperation HIGHJUMP in
early October, after a period of six weeks in the New York Navy Yard
preparing the ship for inactivaticn in the SIXTEENTH Fleet. During

the Period of reactivaticn much was accomplished. Stores were put
aboard, spare parts obtaired and a partial overhaul completed and the
ship reported w Commander Task Force SIXTY-ETGHT at Norfolk, Va. on
November 16, 1946. During the ensuing two weeks, additional stores
and equipment were loaded and by sailing time on December 2, 19L6, the
ship was ready to sail,

2o The voyage from Norfolk to Scott Island via the ranama Canal
was uneventful and provided a shakedown cruise for the more than 90%
new personnel on board. After arriving at Scott Island on December 30,
1946, the remaining ships of the group refueled while the Coast Guard
Cutter NOKTHWIND scouted the pack to the southwrard.

3. At 1530 on the afterncon of Decamber 31, 19L6, under a bright
sun and calm seas the Central Group of Task Force SIXTY-EIGHT entersd
the Ross Sea Ice Pack and commenced 15 days of the arduous and hazardous
task of navigating the pack. The morthern edge of the pack was locse
and easily navigable, but by the New Year, the pack was beccming closer
and more difficult to negotiate. During the afterncon of January 1,
1847, the group reached a pool cf open water in the vicinity of numerous
icebergs and very heavy bay ice and lay to while the NORTHWIND scouted
for a lead to the south. During the first 24 hours, the XOWNT OLYMPUS
had sustsined damage to several frames forward and two blades of the
propeller were bent. Succeeding days were a repetition of the first
day, scmetimes laying to in pools and sometimes making fair progress to
the southward through the pack. Finally or 11 January 1947, the pack
gradually loosened up as southward progress was rade and late in the
evening of January i, 1947, the Central Group finally broke through

to the open waters of the Ross Sea. At this tirme adjitional frames for—
ward had been damaged and all blades of the propelicr were btent maxirum
sustainred speed being reduced to 10 knots,

lhc At midnight 14 January 1947, the Ross Sea Ice Barrier was
sighted dead aliead and after investigating Discovery Inlet, the group
proceecded to the Bay of Whales arriving at 0843, 15 January. The
NORTHWIND commenced treaking the ice cut of the Bay which was frozen
over and by 18 January, the Eay was sufficiently clear for the 1/,S.S.
YANCEY to enter and commence unloading.On 22 January, the MOUNT OLYMPUS
firally entered the Bay of Weles for the first time and comrenced un-
loading on & 2l hour basis.

5c On 23 January, a northerly wincd blew a small iceberg through
the enirance to the Bay and all ships had to get underway as the ter
was bearing down on the moorings. The Zay was entered 2gain on Jan-
uary 2Lth and unloadirg operations continued. By the 27th, the ¥OONT
CL¥MPUS was almost completeliy unloaded but a strong northeriy wind
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with heavy snow agan forced all ships to get underway and stand out
of the Bay. During this storm sections of bay ice broke off. The
ship again entered the Bay of Whales on the morning of January 3Cth
snd again moored to the bay ice. During the cday, Rear Admiral Richard
E. Byrd flew in from the PHILIPPINE SEA and cane on board. During
the afternoon, unfavorable conditions again forced us to leave the
bay. On February 2nd the MOUNT OLYMPUS again entered the Bay and mocred
pcrt side to tie U.S.S. MERRICK., We remained moored to the MERRICK
until our final departure from the Bay of nhales on February 6th.
During this period, unloading was completed and working parties were
furnished for the base camp.

6. At 1848 on February 6th, the MOUNT OLYWPUS got underway and
stood out of the Bay of Whales for the last time and departed for Scott
Island in compasny with the YANCEY, MERRICK, and NORTHWIND. The pass~
age out through the pack was uneventful except that on 11 February, the
U.S.S. MERRICK lost her rudder 4n heavy ics and a high wind. The
NCRTHVIIND stood by the MERRICK and the BURTON ISLAND which had joined
us on 9 February, escorted the U,S.S. YANCEY and MOUNT OLYMPUS and at
092l on February 12th, we cleared the pack. The NORTH¥IND took the
MERRICK 4in tow and with the U.S.S. YANCEY in companv departed for New
Zealand on February 1l3th.

Te The MOUNT OLYPUS proceeded to Scott Island and acted as a
weather reporting station until February 27th when the BURTON ISLAND
rejoined. After the Task Force Commander and his staff together with
all Base Camp Personnel had transferred to the MOUNT OLYMPUS, we pro-
ceeded to Wellington, New Zealand, arriving on 7 March. After a pleas~
ant stay in Weilington, the MOUNT OLYM/IUS departed March 14, 1947, for
the United States via the Panama Canal arriving in Washington, D.C.
April 1k, 1947.

RECOMMENDATIONS

1. A11 ships operating in Arctic and Antarctic regions be pro-
vided with sufficient boat capacity for all personnel carried, as life
Jackets, flcgter nets and navy type life rafts are almost worthless
unless personnel can be rescued within a few minutes,

% Ships of type similar to MOUNT OLMPUS expecting to oper-
ate in ice pack should be prerared for such operations bv taking the
following minimun measures:
(a) 1Install steel propeller designed for use in ice.
(b) The stern to be reinforced with concrete.
(c) Instadll voids or tanks to provide additional water-
tight protection for engine rooms and evaporator room,
(d) Double plate the curvature of the bow from the water-
line to the turn of the bilge,

(e) Provide a collision net
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3o If ships are to be designed for this type cf operation; ths
following are desirable characteristics in addition to incorporating
the above,

(2) As smell a turning circle as possible.

{b) Screw to be submerged as deeply as possible.

(c) low free board and reduce superstructure to
minimmm as wind has a very great effect at the
low speeds required in ice operations,

k. In future operations in ice pack planes shouid ba avail-

able to thoroughly scout pack in order that easiest route may be
picked and the extent of the pack determined.
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16 Novs Moocred et F,0.B., Norfolk, Virginia.

In gonordance with Cinolant's dispatch of October 3, 1946
U.S.S., MOUNT OLYMPUS (AGC-8) reported at N.0.B,, Norfolk, Virginie,
to Commandor Task Force 68 for duty.

15 Rove = 2 De#o. Moored at N,0.B.,, Norfolk, Virginie,

Moored portsida to Pier 3, N.0C.B., Forfolk, Virginia. Loading
equipment, supplies, stores and embarking civilian observers and
personnel of CTP-68.

Replaced boat chooks on forward deck with steel pedlsstal for
Norseran skl plane and chocke for two plame rearment boats,

Replaced grating on fantail for twenty-seven sled dogs.

31 Nov, Moored a%t N,0.B,, Norfolk, Virginia.

Transferred 27 sled dogs from USCG NORTEWIND to this vessel.

2 Dece Underway from K,0,B., Borfolk, Virginis,

0946 Rear Admiral R.B, BYRD, Offlcer in Charge Antarctio
Development Projest, cams aboard on official ocall, 1300 Rear
Admiral BYRD left the ship, 1316 Underway from Pier Three (3),
¥.0.8., Norfolk, Virginia, for Balboa, Canal Zore, with Rear
Admiral CRUZEN, CTF-68, 0TC, and staff aboard this vessel, im
company with U,§.8. PINE ISLAND (AV-12), U.S.S., BROWNSON (DD-868)
and USCG NORTEWIND.

3 Dec, 1200 Pos. 32°11.5'K, Lat.,76°03W. Lon.

Steaming on southerly ocourse in colwm with U,S.S., MOULY
OLYMPUS guide, in company with U,S.S. PINE ISLAND, U.S.S. BROWNSON,
and USCG NORTHWIND.

4 Dece 1200 Pos, 26°361§,Lat., 74°51'W. Lon.

Steaming as before. USCG NORTHWIND having irouble main-
taining speed of guide, ordered to proceed independently to Balboa,
Canal Zone,

§ Deo. 1200 Pos. 20°10'N, Lat., 74°06'W. Lon,

Steaming as before., 0557 U,S.S, PINE ISLAND (AV=1l2) detached,
ordered to procsed to Balboa, Canal Zone independently.,

8 Decs 1200 Pos, Standing out of Canal Zons.

2133 U.S.S. BROANSOR (DD=868) detached, ordered to proceed
to Balboa, Canal Zone independently.

Annsx I = (f) w4 -




BESTRICTED
7 Dec. 1200 Pos, Passing through Panema Canal

1108 Arrived at Colon breskwater and started through Canal
aestern of the U,S.5. PINE ISLAND (aV-12), 1244 Entered Gatun
Locks. 1702 Entered Pedro Miquel Locks. 1803 Entered Mira=-
floree Locks, 1943 Moored starboard side to pier 18, Balboa,
Ceanal Zone,

8 Dec, Moored at Balboa, Canal Zone,

¥oored starboard side to pier 18, Balbos, Canal Zcune. Receiving
stores and equipment aboard,

9 Dec, Moored at Balboa, Canal Zone,
Moored sterboard side to pier 18, Balboa, Cantl Zone,

10 Deo. 1200 Pos. 08°45'K, Lat.,79°03'W. lon,
1011 Underway from pier 18, Balboa, Cenal Zone enroute to
Little Amerioca, Antarctica, with CTF68 and steff sboard this
ship in company with U.S.S. PINE ISLAND {AV=12), U.S.S.
SENNET (S§-408), U.S.S. BROWNSON (DD-868) and USCG NORTHWIND.

11 Dec, 1200 Pos. 03°69'K. Lat., 81°57,8'K, lon.
Steaxing as before, 0800 Executed formation “"oboe™ of CTF68
Operaticn Plen No.2-46. U,S.S, MOUNT OLYMPUS in ocompeny with
U.S.S. SENKET ateaming along sssignsd track in acoordance
with CTP68 dispateh. 1100 Sighted Mapelo Island (3°59t07"K.,
81°34127W bearing 131°T., distance 19 miles. 1900 Retarded
cloake one hour to tone plus 6 time,

12 pec. 1200 Pos. 00°26'S. Lat., 85°04'K Lon,
0750 Crossed the equator at longitude 84939'W. Traditional
equator orcssing celebration held and all "pollywogs®
initiated asz "shellbacks",

13 Dec, 1200 Pos, 04939.2'S.Lat., 88%40'W.Lon,
Steaming as before, U,S.S5S. SENNET conducting trim dives,

14 Dec. 1200 Pos,09°17'S.1at,, $1°23.5'W.Lon,
Steaming as before,

16 Dec. 1200 Pos. 14°04,2'S.Lat.,93°44.6'K.Lone
Stesaming as before.

16 Dec. 1200 Poe.18°6842'SeLat., 96°32"W. Lom.
Steaming as before. 1900 Retarded all clocksz one hour to sone
plus 7 time, 1925 Sounded Fire Quarters, small fire in stare
beerd boat deck life raft at frame 100, 1936 Secured Quarters.
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CONFIDENT JAL

17 Dec. 1200 Pos. 23°53.5'S., 99°26'W.Longe

Stsaming as before, 2130 Commenced taking soundings
beginning st 346 fathoms and decreasing slowly until 2143
when sounding was 185 fathoms. From 2153 until 2217 soundings
increased slowly from 185 fathoms to 462 fathoms, 2230
Fathome ter indicated no bottom. Chart indicated no bank of
such depth in this position. 2130 Position 25°49'50"s, 100°
39'20"W. 2153 Position 25 54'10"S., 100°41'40" W.. 2217
Position 26°01'50"S., 100°45'30™W.s

18 Dec. 1200 Pos. 28°46'S, Lat., 102°22.8'W.Lon.
Steaming as before.

19 Dec, 1200 Pos. 33°30'S.Lat., 105°39'W.Lon.
Steaming as before.

20 Dec. 1200 Pos. 36°14,2tS,Lat.,109°08'W.Lon
Steaming as before,

21 Dec. 1200 Pos. 42°16.21S.Lat.,112°44.2W,
0447 U.S5.S. CANISTEO (A099) joined the formation and took sta-
tion in preparation for fueling exercise. 0825 Commenced
mak ing approach on CANISTEO for fueling exercise., 0934
Commenced fueling, 1128 Completed fueling., 11556 Took station
astern of CANISTEQO while SENNET fueled. 1735 SENNET comple-
ted fueling., CANISTEO returning to her station fifty miles
on port besam of this vessel,
22 pec, 1200 pos, 45°30'S.Lat., 116°48.5'W.Long.
Steaming as before,
235 Dec. 1200 Pos. 49°28,7's Lat., 121°31'W Long.
Steaming as before,
24 pec. 1200 Pos. 53°29,1'S.Lat.,127°10.4'W.Long.
Steaming as before,
26 Dec. 1200 Pos. 56 59.4'S.Lat.,133°07.2'W.Long.

Steaming as before, 1900 Retarded all clocke one hour to zone
plus 9 time,
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CONFILENTIAL

26 Dece 1200 Pos. 61°10.5'S. Late, 159°49,0"¢. Lon.

Steaming as before, 1035 U.S.S. CANISTEO joined formationm,
H Sighted first iceberg bearing 155°7,, distance 18 miles, position
141722'w,, 62°151s..

27 Dec. 1200 Pos. 63°61140"S. Lat., 148°01¢30"K. Lon.

Steaming as before, 0435 USCG NORTHWIND joimed formation.
1630 Opened distance in formstion to 1000 yards. 1900 Reatarded clocks
ons hour to zome plus 10 time,

28 Deces 1200 Pos. 85%°41,9'S. Lat., 159°35'W. Lon.

Steaming as before, in columm open order, guide in this
vesscl in company with U.S.S, CANISTEO (A0-99), U,S.S. SENNET (SS-408)
and USCG NORTHWIND, 1145 Commenced getting numerous radar contacts
on icebergs of various sizes, Steaming at various courses to avoid
locsbergse 190C Rotarded oclocks ome hour to zone plus ll time,

29 Dec. 1200 Pos. 86°45.4'S.late, 170°61.9'W. lon,

Steaming es before, U.S.S., CANISTEQ (AO-S9) fueled USCG
NORTHWIND and U.S.S. SENNET (S§=408)., C(Crossed the Antarctic Circle.

30 Dec. 1200 Pos. 67°24'S,pat., 179°48'W, Lon.

Steaming as before, 1044 Sighied Scott Island bearing 244°7,
distance 18 miles., 1200 U,S.S, ¥ERRICK (AK=27) joined formaticn,
1202 USCG KORTEWIND left formation on reconnaisance around Seott Island,
1308 U.8.5. CANISTEO commenced fueling U.S.S. YANCEY, U.S.S. MERRICK,
and the U.S.S. SEFNET. 1359 Sightsd pack ice all around the horizon
ahead of this ship., 1422 Commenced steering at various ocourses and
adjusting speed to maintain approximate position 67°48'S., 179%24.2'W,,
Upon completion of fueling exercise U.S.S. CANISTEO detached and ordered
to proceed to rendezvous with Eastern Group.

31 Dec. 1200 Pos, 6§7°49'S. Lat., 180°00'W, Lon,

Hove to approximately 12 miles North of pack ice irn company
withU,S.S. MERRICK, U.S.8. YARCEY, U.S.S. SERKET, and USCG NORTHWIND.
1026 Underway entering into the outer limits of ice pack. 1055 Hove
t0, Conference of £ll Commanding Officers of the Central Group aboard
U.S.S. MOUNT OLYMPUS., 1327 Rear Admiral CRUZEK, CTF=-G8 and part of his
staff transferred to the USCG NORTSWIKD for the passage through the
ice pack, Underway in column with USCG NORTHWIND guide, U,S.S. MERKICK
, U.S.S. YANCEY, and U,S.S, MOUNT OLYMPUS respectivelys Entered ioce
pack, steering at various courses and speeds to maintain position in
column,
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1 Jan, 1200 Pos. 69°17,5'S. Lat., 179°44.7'E. Lon,

Underway proceeding through medium pack loce with USCG NORTHWIND
guide in company with U.S.S. MERRICK (AK=97), U,S.S. YANCEY (AK-93),
and U.5.S. SERNET (SS-408). Steering various courses and speeds to
maintain position. Stopped numerous times by pack ice. 1535 Forwmation
lying to while USCG NORTHWIND reconnoiters to the Southward., 1758
Underway shifting to new position in the ice. 1917 Lying to in clear
water using variqus courses and speeds to keep clear of ice,

2 Jane. 1200 Pos. 69°17.6'Se Late, 179°49.5'E, Lon.

Lving to maintaining position in oclear watsr, 1838 Chief
of Staff and Captain MOORE, Commanding U,S.S., MOUKT CLYMPUS, left the
ship to attend conference of Commanding Officers with CTF=€8 aboard
the USCG NORTHWIRD. 2035 Chief of Staff end Ceptain MOORE returned to
the ship, 2230 Underway in column in the following orders USCG NORTH=-
WIND GUIDE, Q.S.S. MEBRRICK (AK~$7), U.S.S. MOUNT OLYMPUS /AGCe8),
U.S.S. YANCEY (AK-23), and U.S.S. SENKNET (SS=408).

S Jan, 1200 Pos. 69°17,5tS. Lat., 179°27.8'E, Lon,

0400 Forward progress of formation stopped by heavy pack ice.
USCG NORTEWIND maneuvering to take U,5.S, SENNET (SS-408) in tow,
taking her to the northward to clear water, 1945 Shifted position in
ice, lying to.

4 Jan, 1200 Pos, 69°18,0'S. lat., 179°5043'E. Lon,

Attempting to shift ocut position in heavy pack ice.
0800 Situatiorn in vieinity of U,S,.5. KERRICK, U.S.S. YANCEY rapidly
moving to a oritical stage. Two large icebergs moving with the
ourrent intc the face of the wind. Heavy pack ice moving with the
wind opposite the general direction irn which the icebergs are moving,
piling up pressure ice ahead of the icebergs. U.S,S, MERRICK and
U.S.S. YANCEY frogsen in so0lid in the¢ path of the icebergs. U,S.S.
VOUNT OLYMPUS present position not in any immediate danger, USCG
NORTEWIND requested to return to this vicinity as soon as poesible,
1246 Put three experienced men, Tr. Peul Siple, Capt. Boyd, USKC,
and Mr. Perkins (Fish & Wild Life representative) on the ics to
study ioce conditions in view of possibility of moving men on fcot
over the icee 1330 USCG NORTHWIND sightsed returning to our assistance.
1402 JTce party returnsd. 1135 USCG NGETHWIND broke U.S.S. YANCEY out
of the ice into clear water agtern of the icebergs., 1727 USCG
NORTHWIND breaking ice around U,S.S. ¥ERRICK.
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6 Jas, 1200 pos. 69°04'S. Lat., 179°45.5'E. Lon..

0045 Underway to form ocolumn USCG NORTHWIND breaking ice ahead,
0113 Formed column with USCG NORTHWIND guide, U.S.S. MERRICEK, U.S.S.
YANCEY, and U.S.S. MOUNT OLYMPUS respectively, 0328 Hove tc with bow
in ice while USCG NORTHNIND proceeds to the North to tow U.S5.S. SENNET
(S5~408) back to vicinity of Scott Island,

6 Jan. 1200 pos. 69°41,8'S, Lat,, 179°43.5'E. Lon,
0157 USCG NORTHWIND returned, all ships underway in columm
as follows: USCG NORTSWIND guide, U.S5.S., ERRICK, U.3,5. MOUNT OLYMPUS
and U,S,S, YANCEY, Underway throughout the day,
7 Jan. 1200 Pos, 70°16.2t8, Late, 178°18,0'F. Lon..
0400 Reversed base course to returm to clear water pool to
Northward., Xull at frame 35 starboard leaking at rate of 1 gallon per
minute, 0825 Lying to in clear water.
8 Jan. 1200 Pos. 70°13,0'S. Lat., 178°19,2'%. Lom.
Lying to. 1942 Chief of Staff and Dr. Paul Siple left the
ship for a conference stoard the USCG NORTHWIND with CTF-88, 2052
Chief of Staff and Dr. Siple returnsd aboard. 2100 USCG NORTHWIND
left group for reconnaisancs of 1ce pack to the Southwest., Commanding
Officer of U,S.S. MERRICK, 0.T.C. ¢f remalning ships.
9 Jam, 1200 Pos. 70°13,0'S, Lat., 178°19.2'W. Lon.

Lying to. 1130 USCG NORTHWIND returned. 1900 USCG NORTHWIND
left group to scout ice pack. 2056 USCG NORTHWIND returned.

10 Jay. 1200 Pos. 70°1846'Se Lat., 178°17.8'W. Lon.
Lyingz to 0858 Underway in ocolumn with USCG NORTEWIND
guide, and U.S.S. MERRICK, U.S.S., YANCEY, and U,S,S, MOUNT OLYMPUS in
that order, 15617 Lying to with bow in ice,
11 Jan, 1200 Pose 70°28,4tS. Lat., 178°32.8'%. Lon,
Lying to, 0915 Underway to form column in the following
orders USCG NORTHWIND guide, U.S.S. MERRICK, U.S.S., YANCEY, and
U.S.S. MOUNT OLYMPUS, Underway rest of the day.
12 Jan, 1200 pos. 71°47,.8's. Lat., 179°09.0'W. Lou.

Underway, steaming as before through ice packe
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13 Jen. 1200 Pos. 73°58.5'S.Lat.,179°41'%.Long.
Underway, steaming es before through ice pack.
14 Jan. 1200 pos. 76°46'S.,Lat., 178°32'W.Long.

Underway, steaming s&s before through ice pack. 1300
Formation stopped. U.S.S. MOUNT OLYMPUS took position astern
of USCG NORTHEWIND. New order in formation as followss USCG
NORTHWIND guide, U.S.S. MOUNT OLYMPUS, U.S.S. MERRICK, and
U.S5.S. YANCEY. 1345 Rear Admiral CRUZEN, CTF-68 returned
sboard U.S.S. MOUNT OLY¥PUS. 1352 Proceeded underway in new
column order, standard distance 700 yards6 standard gpeed
13 knots. 2130 Entered Ross Sea (Pos. 77 37'S., 173 156'W.).

15 Jan, 1200 pPos. 78°231S.Lat., 164°00'W.Long.

Underway steaming as before through Ross Sea. 0005 Sighted
Ross Sea Tc. Barrier ahead, bearing 135°T. 0040 USCG NORTH~-
WIND ana «ris vessel left formation to explore Discovery Baye.
0110 Reversed course, reformsd ocolumn and procesded on Easte=
erly course along Ross Ses Jce Barrisr, distance one mile.
0615 passed Lindberg Inlet on estarboard besm, distance one
mile, O828 Approaching entrance to Bay of Whales. All ships
proeseding independently. 0843 Hove to off entrance tc Bay
of Whales. 0930 Rear Admliral CRUZEN,CTF~68 end part of his
staff traneferred to USCG NORTHWIND. USCG NORTHWIND pro-
ceeding into Bay of Whales, Commenced to clear bay of ice.
1545 Belicopter from the USCG NORTHWIND dropped film on fen-
tail of this ship. 1744 USCG NORTHWIND standing out of
Bay of Whales,

16 Jan. 1200 Pos. 78°22'S.Lat.,164 15 'W.Long.

Lying to off entrance to Bay of Whales in company with
U.S.S. ¥ERRICK and U,S,.,S. YANCEY. USCC NORTHWIND in Bay
of Whales, 0120 Underway, stesming on course 31597, for
purpose of estaclishing ccommunications with Task Unit
north of ice pack. 0400 Reversed course to 145°T., return-
ing to former position off entrance to Bay of Whales. 0800
Yembers of Staff and party left ship for USCG NORTHWIND which
is standing cut of Bay of Whales, 0842 USCG NORTHWIND
standing into Bay of Whales, 1718 Commnarnding Officer of
USCG NORTEWIND came aboard., 1905 Commanding Officers of
YANCEY and MERRICK came aboard, ;943 CTF-68 and Commanding
Officers of MOUNT OLYMPUS, YANCEY, MERRICK left ship to
go aboard USCG NORTEWIND to observe ice conditions in Bay
of Whales. 2058 USCG NORTEWIND standing out of the Bay of
Whales. 2119 Captain returned aboard. Commanding Officer
of MERRICE and YANCEY returning to their respective ships.
Lying to for rest of day.
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17 Jan. 1200 Pos. 78°23'S.Lat.,164°28"N.Long.,

Lying to as before of f entrance to Bay of Whales. 2305 Trans-
ferred Staff officers and men to the U.,5.S. YANCEY (AKA=93).

o o
18 Jane 1200 Pos. 78 24'S.Lat.,164 03'W.Longe

Lying to as before off entrance to Bay ¢f Whales. 0045 U.S.S.
YANCEY proceeded into Bay of Whales in company with USCG
NORTHWIND and moored %o the Bay ice.

(o]
19 Jan. 1200 Pos. 78°27'S.Lat.,164 0O'W.Longe

Lying to as before cff entrance to Bay of Whales., 0820 Trans-
ferred Captain QUACKENBUSH, Chief of Staff, TF-68 and various
observer personnel to Base Camp. 1608 Captain QUACKENBUSH
returned aboard,

20 Jan. 1200 Pos. 78°27'S.Lat,,164%.Long.
Lying to as before off entrance to Bay of Whales, 1323 Rear
Admiral CRUZEN, Captain MOORE and Captain QUACKENBUSH left
ship to go aboard U,S.S, YANCEY for conference. 1530 Rear
Admiral CRUZEN, Captain MOORE, and Captein QUACKENBUSH
returned aboard., 1628 USCG NOKTFWIND standing out of Bay
of Whales proceeding to northerly direcotion for rendezvous
with U,S.S, PHILIPPINE SEA (CV=-47) north of ice pack,

21 Jan, 1200 Pos. 78°27t3.Lat., 164°10"N.Longs
Lying to as befores off entrance to Bay of Whales,

22 Jan. 1200 Pos. Lying to off Bay of Whales.
Lying to as before off entrance to Bay of Whales. 1217
Dsing various courses and speeds to enter Bay of Whales.
1250 Entered Ray of Whales. 1332 Moored starboard side to
ice in Bay of Whales, maintaining regular sea watch in prep=
araticn for getting underway. 1600 Commenced unloading ghip.

23 Jan. 1200 Fos, Mocred in Bay of Whales,

Moored as before in Bay of Whales. Icebsrg approaching
ships through Bay entrance, 2254 Using various courses and
speeds to get clear of Ray ice., 2310 Passed towing

hawser over ice to U.5.S. YANCEY to assist thet ship in
getting free from Bay ice. U.S.S. YANCEY free without our
assistance, Hauled towing hawser back aboard. Standing

by to assist U.S,S., ¥ERRICK if necessary.
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24 Jan. 1200 Pos. Lying to off Bay of Whales.

0000 Standing out of Bay of Whales. 0330 All ships out of
Bay of Whales. Lying to off entrance to Bay of Whales,
1551 U.S.S. YANCEY re-entered Bay of Whales. 1850 Entered
Bay of Whales. 1937 Voored starboard side to ice shelf.

This ship, VERRICK, and YANCEY now moored to ice shelf, as
before,

25 Jan, 1200 Pos. Moored in Bay of Whales.
Moored as before.-

26 Jan, 1200 Pos. Moored in Bay of Whales.

Moored as befors,
27 Jan, 1200 Pos. Lying to off Bay of Whales.

Moored as before. 0630 Heavy snow storm set in with 25
knots of winde 0700 Observed Bay ice beginning to crack.
Our mooring lines insecure. 0740 Underway, using wvarious
courses and speeds to stand out of Bay of Whales, 0810
Damage reported in evaporator room starboard side, taking
water at water-line through cracked seam. 0815 By orders
of Commanding Cfficer ship listed 2° to port., 0825 Lying
to as before off entrance to Bay of Whales. 0909 U.S.S.
YANCEY standing out of Bay of Whales. 0923 U.S.S. MERRICK
standing out of Bay of Whales. 0923 U.S5.S. WERRICK standing
out of Bay of Whales.

28 Jan, 1200 Pos. Lying to off Bay of Whales.

Lying to as before off Ross Sea Ice Barrier., 1030 Corrected
20 1ist of ship to port; ship now on even ksel.

29 Jan. 1200 pPos. Lying to off Ray of Whales,

Lying tec as before off Ross Sea Ice Barrier. 2050 Standing
in toward Bay of Whales. 2121 U,S.S. MERRICK standing into
Bay of Whaleas. 2324 Using various courses and speeds to re=-
enter Bay of Whales.

30 Jan., 1200 Pos. Moored in Ray of #whales.
Lying to as before off entrance to 3ay of Whales., Underway
steaming on various courses and speeds to stand into Bay of
Whales. 1353 passed through entrance to Bay of Whales, 1357
Hove to inside Bay of Whales., 1600 Commanding Officers,
YANCEY, NSRRICK came aboard for conference. 1720 Commending
0fficers, YANCEY, and MEXRICK left ship. 1725 Standing out of
Bay of Whales, 1736 Lving to off Ross Sea Ice Barrier, 1828
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Sighted USCG NORTHNIND bearing ZSSOT., distance 13 3 miles,

201 Standing into Bay of Whales. 2052 Cormenced Eransferring
first mail from USC5 NORTHNTIND to this shio since departurs
from Balboa, Canal Zone. )

1 FER.1200 Pos. Lying to off Bay of Whales.

Lying to off entrance to Bay of Whales. U,S.S. ¥ERRICK
(AE=97), T.S.S. YANCEY (AX-93), and USCG NORTHWIND are moored %o ice
in Bay of Whales. 1301 Transferred personnsl to Base Camp. 1346
Stood out of Fay of Whales. 1400 Lying to off entrance to Bay of Whales.

2 Feb, 1200 Pos, Lying to off Bay of Whales.

Lying to as bafore off entrance to Bay of Whales. 1230:
Using various speeds and courses to stand intc Bay of Whales., 1322
¥oored port side to U.S.S. MERRICK (AK=27) in Bay of Whales,

$ Feb. 1200 Pos, Xoored in Bay of Whales.
Moored as before, to U,S.S. MBRRICK (AK=97).
4 Feb. 1200 Pos, Moored in Bay of Whales,

Moored es before to U,5.S. MEPRICK. 1010 Stationed
spesial sea detail es precsutionary measure, while U,S.S, MERRICK
was in process of moving stern closer to ice. 1322 Underwater Demoli-
tion Team #4 in charge of Lt. (jg) IVERSON commenced swimming tests,
using special rubber suits, along the startoard side. 1504 UDT-4
secured from swimming test with successful results,

S Feb, 1200 Pos. Moored in Bay of Whales.

¥cored as before,
6 Fet, 1200 pPos. ¥oored in Bay of Whrales.

Noored as before. 1700 Resr Agmirsl R,H. CRUZEN, CTF-€8
and part of his staff of TF-€8 left ship to board USCG NORTEWIND.
1845 Rear Admiral R,E. BYED left the ship for Bese Camp, 1848
Underway for Scott Island. USCG NORTEWIKD assisting this ship ir
getting clear of U,S.S. MERRICK and Bay ices 1940 U,S.S. MERKRICE
(AX-97) ané U,.S.S. YANCEY, and U.S,S. MCUKET OLYMPUS following in that
order. Speed 10 kmots, course 301°F. 213Z Cleared local pack around
entrance toc Bay of Whales.

7 peb. 1200 Poe. 77°251S, Lat., 174°40'W. Lon.
Steaming as before. 0526 Entsred area of freetin;y water.
1200 rassing through area of mediuwm and large tabular icebergs,

2130 Base course now 340°T, 2155 Commenced taking Fathometer resadings.
Depths indicated 152 - 214 fathoms,
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8 Feb. 1200 Pos. 74°856.5'S, Lat,, 178038'E. Lon.

Stsaming as befcore., 0030 Commenced taking soundings with
fathometer; fathometer indioceted depths of 205 = 240 fathoms. Passing
through areas of clear water with ococasional large tabular icebergs.
1600 rathcmeter indicated depths of 132 - 160 fathoms. 1800 Fathcometer
indicated depths of 195 = 213 fathoms. 2318 Sighted U,S.S. BURTON
ISLAND bearing 020°T., distance 12 miles. 2330 Hove to aweiting arrival
of U,5.5., BURTON ISLAND.

9 Feb, 1200 Pos. 71°38!'S. Lat., 178°38'E. Lon.

Lying to at southern boundary of Ross Sea Ice Pack aweiting
arrival of U,S.S, BURTON ISLAND (AG-88). 0010 U.S.S, BURTON ISLAND
Joined task group. 0025 Received U.S, Mail from BURTON ISLAND. 0208
Underway on course 000°t. through fairly heavy but loose pack ice,

0353 Entered open water with scattered growlers, 0630 Entered ice pack,
1130 Entered thiock ice psack.

10 Fev. 1200 pos, 70°237S. Let., 177°57'E. Lon.

Steaming as before through Rosse Sea Tce Pack. 0117 All
ships lying to while USCG NORTHWIND frsed U.S7S. MERRICK from ice,
0215 Resumed formation. 0236 Lying to while NORTHWIKD and BURTON
ISLAND attempt to locate lead through the ice pack., 0725 BURTOXN
ISLAND breaking us clear., 0825 BURTON ISLAND resumed position in
formation, 0830 Resumed position in column, 1200 Formation ocourse
changed to North., 1614 Lying to in oper weter while USCG NORTHWIND
scouted the ice pack. 1635 NORTHSNIND returned to position ir forration
going shead on wvarious courses and speeds in largely open water, with
some :crowlerg, 1730 USCG NORTHWIND left formation to scout ice pack.
Increasing winds and snow storm decreaesed visibility greatly. 1800
Visibility reduced tc 1000 yards because of heavy snow. 2010 Stesring
engine airbound unable to move rudder, Lying to. 2017 Making all
preparstions for being towed by USCG NORTHWIND. Repairing stesring
engine, 2033 Steering by hande 2205 Steering control shifted back to
pilot-house, 220€ Gaining position to put bow into ice pack headed
into wind, 2345 Bow into jce approximately 450 yards to stardboard of
U.S.S. YAKCEY (AK=2%),

11 Febe 1200 Pose 70°01¢5'S. Late, 177°4S'E. Lom,

Steaming as before through Ross Sea Ioe Pack. Presently
lying tc with bow inte ice ridimg out blizzard and slest storm, visi=
bility 400 yards. 0045 Visibility incressed to & miles. OFfOO Visi-
btility reduced to one mile, 1520 U.S.S. BURTON ISLAND proceeding South-
weet on scouting missions USCG NORTEWIND proceeding KNorthward on
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Soouting mizeion, 16832 Moving ship toc rew position 3DO0 yards
to port of U.S.S. MBRRICK. U.S.S. YANCEY woving tc new position
700 yards on our port bow. 1827 Formation underway procesding
on Northerly oourse, U,S.S., BUKTON ISLARD guide, U.8.5. MBRRICK,
U.S.3. YARCEY, and U,S.S. MOUNT OLYMPUS. 1802 Sighted USCG
FBRTEWIND bearing 008°T.. 1918 USCG NORTEWIND came alongside port
quarter to transfer mail amd Admirsl CRUZEN's personal effects,
1932 USCG NORTHWIND assumed position as guide, 1934 Steaming
through light ice pack. 2116 U.S.S. MERRICK loat use of rudder as
ice shearsd pin holding rudder te rudder post. 2154 This ship
ordered to proceed on Fortherly course in company with U,S.8,
YANCEY and U,S.S. BJRTOE ISLAND. USCG NORTHWIND preparing to take
U.S.S. MERRICK in tow., Pack ice thimniug,.

12 Fsb, 1200 Pose 67°48'S, Late, 177°61.5'8, Len.

Steaming as before through ice pack. 0145 Steaming through
largely clear water with many small and medium sized growlers and occas-
jonal large tabular loebergs. Passed through main part of ics pack,
0924 Entered open water with scattered small growlers, 1044 U,S,.8.
BURTON ISLAED left formaticm and proceeded southward to meet USCG
NORTHWIND and U,S.S, MERRICK. 1145 Reversed course, took position
2500 yards on port beam of U,S.S. YANCEY. 1815 Hove to, off edge of
growlers field awaiting arrival of U.5.S. BURTON ISLAFD. 1950 Under-
way at various courses and speeds to shift position clear of icvebergs,
2000 sighted U,.S.S. BURTOK ISLAED. 2Cl5 Mansuvering to allow boat
from U,S5.S. BURTON ISLAND to come slongside, to transfer personnel
tc this ship.

13 peb., 1200 Pos. 68°02,5'S. Lat., 176°53'E, Lon.

Stsaming en various oourses and speeds as neceszsary to main-
tain poeition outside of ice pack in area of acattered tabular icebergs.
2009 Sightad Socott Island bearing 082°T,, distance 7 miles. 2047 Pussed
Scott Island abeam to starboard distamce 2000 yards. 2117 Stopped,
lying to 5 miles Nertheast of Soott Island,

14 Fab, 1200 Pos. 67°18'S. Lat,, 179°51.5W. Lon.

Lying to as before off Soott Island. Awaiting return of
U.S.S., BURTOE ISLAND from Little America., 0858 Lowsred smmall boat to
scout Scott Island for possible landings. Lt.Comdr, MEAGHER in charge
of ianding party, which oomsists of feur officers, three oivilians,
and two enlisted men, 1028 Landinz party returned. Jo landings made
on Scott Island. Lying to rest of the day,
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16 Feb. 1200 Pos, 67°21'S. Lat,, 179°S3™W. Lémg

Lying to as before of{ Scott Island. 1616 Heavy snow
storm, visibility decreased to less than ons mile, 1720 Viseibility
now about 10 miles, 1800 Heavy snow storm with wind up to thirty
knots, lying to rest of day using various courses and speeds tc
remain headed into wind.

16 Febe 1200 Pos., 67°18'S, Lat., 178°33'W, Lone

Lying to as before <«ff Scott Island, Using varicus courses
and speeds tc remaia headed into windp wind about 10 knots, Lying to
rest of daye

17 Feb, 1200 Pos. 67°13'3, Lats, 179°59'E, Lome

Steamingz as before in vieinity of Socctt Island. 1421
Fired 150 rounds of 50 caliber ammunition for test purposes. 2005
Entered moderate snow storm, visibility reduced to sabout 3 miles.
2030 Visibility deosreased to about 100 yards. 2065 Emerged from snow
storm. Visibllity opened to about 10 miles.

18 Feb, 1200 Pos. 67°23'3, Lat., 179°57:W. Lon.

Steaming as before in vioinity of Scott Island. 0904 All
enzines stopped and hove to for repairs in the engine room to the
steam throttle valve. Repairs completed, engines now in normel
running condition. 1300 Exercised at general drille., 1400 Steaming
around Scott Island, distance } mile to conduct soundings of adjacent
waters. 1439 Making run on icaberg for 50 caliber msshine gun drill,
expending 500 rounds,

19 Feb, 1200 Pos. 67°23'S, Lat., 179°51'R. Lon,

Steaming as before in vicinity of Socott Island, 1300
Exercised at emergency drills., 1325 Seoured from alli emergency driils.

20 Feb. 1200 Pos. 67°21'S, Lat., 179°46'E. Loa,
Steaming as before in viciunity of Soott Island, 1300

Exercised at Gensral Quarters, Commenced run on iceberg. 1360
Secured from General Quarters,

21 Feb, 1200 Pose 67°25'S. Late, 179°49'E. Lon,
Steaming ae before in vicimity of Secott Island, Ol30 Heevy

fog set in, visibility reduced to 2% miles. 0200 Steaming through heavy
snow flurries, Sieaming in fog rest of daye
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22 Feb, 1200 Pos. 67°23'8, Lat., 179°52'E. Lon.

Steaming as before in vicinity of Socott Island, 1904
Stopped, lying to miles northerst of Scott Island,

25 Feb, 1200 Pose 67°350'S. Late, 179°69'E. Lon.

Lying to as before off Scott Island, OCOO Underway on various
ocourses and spesde %o meintain position 4 - 12 miles from Scott Island.
0010 Heavy snow flurries set in, wvisibility reduced to 5C yards., 1102
Steaming toward northern edge of Ross Sea Ice Pack for purposss of
scouting paock ice conditions, in compliance with CTF=68 dispatch TeAw-
T618 2320482 of February 1947. Steaming through areas of poor wisibility
with ocoasional heavy foge

24 Pebe 1200 Pos. 69°19'S, Late 176°00'We Lone

Steaming as before, 0825 Entered Ross Sea Ice Peck for
scouting purposes., 1118 Left ice pack on ocourse 050°T, and entered area
of water free from ice, Resumed steaming in crder to scout edges of ice
psck. 1340 Steaming through field of tabular loebergs, moderate to large.
1645 Stesming through area of lcose peck, heavy pack one mils to port.
1869 Retarded all ships clocks one hour to plus 12 sone tims,

26 Peb, 1200 Pos. 88°30.7'3, Lat., 179°53'E. Lon.

Steaming as before. Running through clear water with reduced
vislbility, encountered heavy fog and occeasional rain squalls,0647
Entered area of freerzing water and numerous scattered pleces of ice,
0722 Sighted ico pack dead ahead, distance 6 miles., 1200 Advanced date
to Wednesday, February 26, 1947, 1300 Exercised at Gensral Quarters.
2223 Prooceeding on northerly ocourse to joim U.S.S. BURTON ISLAND with
CTF-68 embarked, in accordance with CTP-68 dispatch 260741 of Pebruary
1947,

27 Pebruary. 1200 Pos. 68°39'8 Lat.,177°27,5'E. Lon.

Steaming aa before to rendezvous with U,S.S. BURTON ISLAND»

0700 Steaming through gqrea of numerous large growlers. 0733 U.5.S,
BURTON ISLAND reported bearing 157°T., distance 4770 yards by radar.
0740 Sighted U.S.S, BURTON ISLAND bearing 138°T, and 5400 yards distance.
0745 U.S.S. BURTON ISLAND standinz in on starboard beam olosing distance
to 700 yards, 0801 U,S.S, BURTON ISLAND assumed position 800 yards
astern guide. Steaming through area of numerous growlers and reduced
vigibility, 0850 Forced draft blewer on Ke.2 boiler out of commission.
Repairs being mades 0859 Engins room reported unable to maintain speed
of 10 knots. Stopped enzines, lying to in accordance with verbal orders
of (TF-68, 0530 U.S.S. BURTCK ISLAND scouting arem to northeast. 0905
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Engine room reportsd ability to steam at 9.6 knots, 50 RPM. 0914
Using engines and rudder as necessary to maintain steersgeway.

0918 All repairs completed, No.2 boiler back on the line. 0920

Using verious courses and speeds to gain position astern of U,S.S.
BURTON ISLAND. Vieibility ncw about 1000 yards, Formation heading
northward to clear water in order to facilitate transfer of personnel
from U,5.8, BURTON ISLAND to U.S.S. ¥OUNT OLYMPUS., 1000 visibility
closing to about 300 Yards, U.,S.S. BURTON ISLAND trained searchlight
aft to facilitate our following her, 1330 Lying to, to transfer
personnel from BURTON ISLAND to this shipe 1146 Rear Admiral R.E,
BYRD, Officer in Charge Antarctic Development Project and Rear Admiral
R.9. CRUZER, CTF-68 returned on board. 0.T.C, aboard this ship. 1146
to 16CO0 transferred various personnel of CTF-68 and obssrvers to this
ship. 1750 Engines ahead 2/3, 10 knots, 53 RPUM, steaming on course
357°T. Underway for Wellington, New Zealand. 1930 Steaming through
clear water passing many moderate-sized tabular icebergs.

28 Feb, 1200 Pos. 66°39'3, Lat,, 177°27,5'E. Lon,

Steaming as before. Passing through areas of snow squalls and occasional
icebergs,

1 March 1200 Pos. 62°33'S. Lat., 177°40,2'E. Lon,
Steaning as before., 08CO0 Ship beginning to roll heavily.
Toking rolls from 15° to 32° to port and starboard. 0OB02 Changed course
to Northeast putting sterm into seas. 0944 Changed course to Northwest
headed bow into seas. 1406 Changed course to 310°7. Wind abating and
seas becoming much calmer, 1436 Reduced speed to 10 knots because of
excessive vibration in propellor shaft when screw comes out of water,
2 March 1200 pos. 58°36tS. Lat., 176°44,5'E, Lon.
Steaning as before, 1500 Entered dense fog visibility 400
yards, 1730 Fog lifted, visibility 8 miles. Running through moderately
rough seas,
3 March 1200 Pos. 56°14,5's., Lat., 176°20'E. Lon,
Steaming as before. Seas becoming gradually calmer,
4 uarch 1200 Pos, 51°45'S, Lat,., 175°43'E, Lon.

Steaming as before,
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5 March 1200 Pos. 47°08.5'S. Lat., 175%°45'E. Lon.

Steaming as before. 0947 Sighted USCG NORTHEWIND bearing
1€0°7. distence 12,5 miles, 0955 Using various increasing speeds to
test effect of vibrations on shaft alley and hull, 1053 Completed
test on shaft vibration of alley and hull, 1245 USCG NORTHWIND took
position in columr 700 yards astern of this ship (guide)e 1415
USCG NORTHEWIND dropped astern to obtain oceanographic data, 1852 USCG
NORTEWIND resumsd position in formation.

6 March 1200 Pos, 43°53'S. Lat., 176°16'E. Lon.

Steaming as before. 0921 USCG NORTHWIND left formatiom to
take core samples. 1434 Sighted U,S.S. BURTON ISLAND bearing 30§°T,,
distance 10.5 miles. 1535 U,S.S. RURTON ISLAND took position in columm
700 yarde astern this ship (guide). 2125 USCG NORTHWIND rejoined
formetion and tock position 700 yards asterm U,S.S. BURTON ISLAND.

7 Merch 1200 Pos, Moored at Wellington, Kew Zealand

Steaming as before., 0218 Sighted Cepe Palliser Light bearing
057°T., distance 25 miles, 0307 Sighted Baring Head Light bearing 353,50
Te,distance € miles. 0621 Using various courses and spesde to oonform
to dredged channel., 0658 Stopped, lewered starboard gangway to take
aboard pilot, Captain P,S, PERTERSON, NNZN. 0710 Passed Holswell Point
Light abeap, disgtance 450 yards. Pilot a% conn, 0729 Moored portside
to Aotes Quay, Wellington, New Zealand with six menila hawsers and one
wire hawser, all lines tripled. 0752 Secured msin eagines. 0754
Secured No.l btoiler, No,2 boller in use for auxiliary purposes. 0756
Pilot left ship, 0835 In accordance with CTF-68 dispatch 015054Z of
¥arch 1947 eall enlisted men from U,S.S, YANCEY going to the East Coast
of the United States were transferred to this vessel. 0302 Received
on board fresh previsions. Xoored as before rest c¢f day with regular
in port watch set. Receiving fresh water and telephone service from
the doak,

8 March 1200 Pos, Koored at Wellington, New Zealand,

Mcored as before., 1740 Lighted off boiler No.le 1945
securad boiler ¥No.2.

9 March 1200 Pos, Moored at Wellingtong Kew Zealand.

Moored as before.

10 ¥arch 1200 Pos, Moored at Wellirngton, Kew Zealand

¥oored as beforeg
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11 Mamroh 1200 Pos. Moored at Wellington, New Zealand.
Moored as before,

12 March 1200 Pos, Moored at Wellington, Hew Zealand,
Moored as before,

13 March 1200 Pos, Moored at Wellington, New Zsaland,
Moored as before.

14 Maroh 1200 Pos. Moored ai Welllagton, Few Zealand.

Moored as bafore, 1540 Mre FRASER, Prime Minister of Wew
Zealand, came on board for an officisl visit., 1600 Mre FRASER
left the ship, Msde all preparations for getting underway.

1603 Tug alongside to assist ship in getting awsy from dock,
Pilot, Captain P.S, PETERSON, RNZN, oame aboard. 1637 Underway
for Balboa, Canal Zons in acoordance with CTF=88 dispatsch 1222002
of Maroch 1947, Pilot at the conn, Steaming at warious ocourses

and speeds to conform to dredged channel, 1845 formed column, this
ship guide, USCG NORTHWIND and U,5.,8, BURTON ISLAND in that order,
1661 Pilot left thc ehip, 1947 wWith Caps Palliser Light sbeam to
port bearing 016° Te, diatnnce 4¢3 miles, took departurs on initial
great oirole ocourse of 094° Te, speed 14 knots, 77 RPM. 2038
U.5.5, BURION ISLAND and USCG NORTHWIKD left formation to prooceed
on assigned duty.

16 March 1200 Pos. 41°40's, Lat., 175°37'W, Lon.
Steaming as before. 1033 Shifted steering control to auto-
matic gyro pilot. 2400 Changed date to 15 March, 1547 to oconform
to plus 12 zone description.
16 yarch 1200 Pos. 41°12.5's. Lat., 167°48'W. Lon,

Steaming as befors. 0100 Advanced ship's clocks one hour
to oconform to plus eleven tims,

17 sarch 1200 Pos. 40°43.6'S. Lat,, 181°48'W. Lon,

Steaning as before through heavy fog areas, visibility one
mile,

18 March 1200 Pos. $9°32'S, Lat., 166°27'W. Lon.

Steaming ss bsfore., Passing through alternate fog and heavy
rain squalls, 1145 Changed from gyro pilot to hand telemotor.
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stesarage., 1527 Cesusliy in eteering engine room due to extraction
of wrong ocnnecting pin; veered off course northward. 1529 Shifted steer-
ing to trick whesl in steering engine room and reduced spsed to 1/%
ahsad, 156356 Resum2d steering control im pilot house and changed speed
to shead standard,
19 Warch 1200 Pos. 38°52'S. Lat., 150°38'W. Loa.

Steaming as before through low overcast and rain asqualle
and wirds from 20 - 25 knotse

20 March 1200 Pos, 37°07'S. Lat., 145°15' W. Lon.
Steaming as before through low overcast and rain squalls,
21 March 1200 pos, 56°10'S. Lat., 135°16™W, Lon.
Steaming as before through low overcast and rain squalle,
22 ¥arch 1200 Pos. 32°46'S. Lat,, 133°29*W, Lon.
Steaming as before through low overcast and rein aquallae
23 March 1200 pos, 30°24'S. Late, 127°45'W, Lon.

Steaming as before, Sky becoming clear, veloocity of wind
increasinge

24 March 1200 Pose 27°26.3'S. Lat., 122°47.5'W. Lon,
Steaming as before, Through calm seat and clear wsather,

25 March 1200 Poee 24°06!'S. Lat., 117°67'W. Lon,
Steaming as before,

26 March 1200 Pose 20°48'S. Lat., 115°16'W. Lon.

Steaming ag before. Passing through light rain squalls.
1300 Exercised at emergency drills, 1349 Secured from all smergency drills,.

27 yareh 1200 pos. 17°33'g. Lat., 108°33'W. Lon.

Steaming as before, 0100 Advanced ship's clocks one hour
to oconform to plus 7 zone time,

28 yarch 1200 pos. 14°05'S. Lat., 104°00'W. Lon,

Stesxing as befors through intermittent light rein squalls.

innex I (f) - 21 -




CONFIDENTIAL

29 March 1200 Pos. 10°22's. Lat., 99°34'W.Long,

Steaming as before. 0900 Commander Task Force 68 and Staff
held personnel and materianl inspesction. 1130 Secured from
Admirel's inspection.

o]
30 March 1200 Pos. 6 54'S.Lat., 95°34'W.Long.

Steaming as bef&re. 0100 Advanced ship's clooks one hour
to conform to plus 6 zons time,

o
31 March 1200 Pos, 3 16'S.Lat., 91°09.5'.Long.
Steaming ae before through intermittent rain squalls.

1 April 1200 Pos, 0°10'S.Lat., 87°33'W.Long.

Steaming es before, 0001 Made radar contact with San Cris-
tobal (Chatham) Island, of the Galapagos, besring 336°T.,
distance 54 milss. 0136 Pmassed San Cristobal Island abeam
to port, distance 48 miles. 2028 Electrical fire caused by
a short circuit started in passageway B-0J01LC. 2035 Fire
extinguished.,

[o]
2 April 1200 pos. 3°00'F.Lat., 84 04.5'W.Long.
Steaming es before,
3 April 1200 Pos. 5°46!N.Lat., 81°17,6'W.Long.

Steaming as before., 0100 tdvanced ship's clocks one hour to
conform with plus S5 zons time, 1455 Made radar coniact with
Punta Mariato, Panama {3300 ft) bearing 002°T., distance

77 miles. 2237 Sighted Cape Mala light bearing 352°T.,
distance 20 miles.

4 April 1200 ros. Moored at Balboa, Canal Zone.

Steaming as before. 0715 Passed Totoguille Light abeam to
port. 0720 Stationed specisl sea detail. 0732 Took Pilot

on board, 0755 Entered Balboa entrance channel and commenced
steaming at various courses and speeds to conform to dredged
chennel, 0839 With assistance of yard tugs moored starboard
to berth 16, Balboa, Canal Zone. 0850 Secured special sea
detail. 0855 Pilot left the ship.

5 April 1200 Pos. Moored at Balboa, Canal Zone,

Moored as before.
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§ April 1200 Pus. Moored at Balboa, Canal Zone,

Moored as before. 0140 SURRATT, T.W., CM3, USN, was drowned
forward of the ship while swinming from boat landing betwsen
piers. Resoue party recovered body at 0345 by use of greppling
hooks,

7 spril 1200 ros. Passing through Panama Canal,

Moored as before. 08500 Made all preparations for gptting under-
way, O0b30 Stationed special sea detail, 0554 Pilot came aboard.
0614 Underwey to transit the Panama Cenal in ascordance with the
verbal orders =7 Coxmandesr Tegk Force 88, 0714 Entered Miraflores
Locks. 0756 Left lock and entered Miraflores Lake., 0812 Entered
Pedro Miquel Locke, and entered Pariso Reache 1116 Exchanged
psssing honors with U.S.S, PINE ISLAND (AV-12) which passed
sbesm to port in Pena Blanca Reach. 1233 Anchored in Ancherage
Basin, Gatun Lake to await southwurd transit of four ships through
the Gatun Locks. 1745 Underway to ocomple te transit of Canal. 1756
Entered Gatun Looks. 1918 Left Gatun Loocks and entered Geatun app-
roeoch, 2015 With Toro Point Light abeam to etarboard, bearing
091°r,, set first course enroute Cristobal, Canal Zons to Washington
DeCeo 2202 Passed Isla Grande Light absam to starboard,

8 April 1200 Pose 12°21'N, Lat., 78°23'W. Lom.
Steaning as before,
9 April 1200 Pos. 17°00.5'N. Lat., 75959'%. Lon.
Steanming as before, 1901 Passed Navasso Tsland abeam to port.
10 April 1200 Pos, 22°09.5'N.Lat., 74°41'W. Lon.
Steaming as tefore. 0407 Passed Cape Maipl Light abeam to port,
11560 Passed Costle Island abeam to starboard. 1334 Passed Fortuns
Island abeam to starboard, 1445 Passed Ccooked Island to starboard.
1945 Passed Sen Salvador abeam to port, Passed various southbound
sarchant vessels all durirng the day and night,

11 April 1200 Pos. 27°66'N. Lat., 74°41'W. Lon.
Steaminz as before,

12 April 1200 Pose 53°48'N, Lat., 75°23'W. Lom.

Steaming aa before. 1700 Passed Diamond Shoals Light abeam to port.,
2140 Steaming through moderate fog.
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15 April 1200 pos. Steaming up the Chesapeake Bay.

Steaming as befors, 0235 Passed Cape Henry Light abean
tc porte Entered inland waters; steaming st various oourses and
speeds to ccnform to dredgsd channel, 0332 Anchored im Merchant
snchorage in Chesapeake Bay, 0656 Underway, steaming up
Chesspesks Bay to Washingtom, D.C..»
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ANNEX I-(g)
NARRATIVE
U.S,S. MERRICK (AKA 97)

Chronological Order of Events.
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NARRATIVE ~F OPCHATIONS

1-8 November 19L6 - Upkeep at San Diego, California. During this period
all personnel whose enlistments would expire prior to completion of the
scheduled operation were transferred, Replacement personnel were received
as necessary to bring the personnel strength up to full authorized allow—
ance, plus some additional engineer force ratings, All officers and men
were given special physical and dental examinations, includine chest x-ray,
A1l excess boats were turned in an necessary reguisitions submitted to
bring all ship's stores, provisions, spare parts and equipment up to the
level of estimated recuirements,

9 Nov. - 5 Decerper 1946 - Departed San Diego on § November and arrived
Port lueneme on same date. Reported to CTF 68 for duty on 10 November.
Cormmenced loading cargo, orovisions; stores and spare parts and install-
ing foul weather protection on bridre wings and lookout stations. In-
stalled six 675-cu.ft. reefers on main deck and one diesel powered motor
generator unit to orovide AC power for their operation, Received one
LC¥=S equipped with keel heat exchanger in exchange for a standard LCl-3.
U.S.S. YANCEY departed for Operation HIGHJUMP on 2 December but this vessel
vas delayed pendinz receipt of certain items of cargo, Comuvleted load-
ing cargo on 5 December, having received 3,354 long tons. leceived all
CTF 60 passengers, including (B detachment, Marine LVT Unit, several in-
dividual observers and ratings on board. Departed Port Hueneme, Calif-
ornia, for Scott Island at 1000, 5 December 19L6,

6-13 Decermber 1946 - Steaming independently enroute Scott Island, con-
ducting individual ship exercises. Crossed Equator on 11 December and
conducted apororriate "Nevtune! ceremonies,

1l;-21 Decerber 1946 - Enroute Scott Island. Cn 18 December rendezvoused
with YANCEY and CACAPON in ILat. 379-57'-S, Long. 157°-W. Received

165,308 gallons of fuel oil from CACAPON and transferred mail, stores,
movies and two enlisted photographer's mates to CACAPON via breeches buoy.
Fueling from CACAPON was conducted withcout incident., The weather was
clear and the sea calm, A speed of 10 knots was maintained throughout

the operation, Upon completion of fueling, CACAPON departed to join

the Viestern Tas¥ Group and IZRRICK and YANCEY proceeded in company as
Task Unit 68,1.2, Sighted the first sma2ll piece of floating ice in

Lat, L9°=;0'=8, Long. 1580-50'=¥ on 21 December 1946,

22-28 December 19,5 = Enroute Scott Island in company with YANCEY. OCn

23 December arrived in reported position of Nimrod Islands anc conducted
search faor sare with TANCEY deploved 20 niles on port bheam, Although
visibility was excellent, nc land was sighted, no radar contacts or
soundin;s were recorded (limit of fathometer was 250 fathoms). Resumed
course to Scott Island. On 27 December commenced encountering numerous
icebergs, large anc szall, The operation of the surface search (SG-1)
radar was extremely satisfactory, All tergs produced a distinct image and
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contacts were made at ranges up to 40,000 yards. At one time a total
of 78 separate contacis were clearly visible on the radar screen. At
1830 on 28 December arrived off Scoit Island but were unable to see
the islands due to fog. Radar copntact was unreliable due to the

large number of icebergs present., At 2010 on 28 December encountered
northern edge of ice pack. YANCEY was deployed to eastward and MERRICK
to westward to scout edge of pack for possible open water channels and
10 observe the general characteristics of the ice. To the West of
Scott Islend the pack contained heavy concentrations of large tabular
bergs and no open water. From Lat. 56°-S to the Scott Islands the sea
remained calm with only a slight to moderate swell; but the weather
was consistently foggy with only short intervals of fair visibility.
Without the aid of radar it is considered that the navigation of

these waters would have been extremely hazardous and much time

would have been lost.

29 December 1946 - 16 January 1947 - YANCEY and MERRICK continued
scouting northern edge of ice pack until 0100 on 30 December, at
which time departurs was made for Scott Island to rendezvous with
CTF 68 and the ships of the Central Group. Sighted Scott Island at
1000 and joined with MOUNT OLYMPUS, NORTHWIND, CANISTEC and SENNET,
Commenced fueling from CANISTEO at 163C and comple ted receiving 56,000
gallons of fuel oil at 16L5 without incident. The sea was calm and
visibility good. 4 speed of S knots was maintalned throughout the
operation. Entered Ross Sea ice pack in Lat. 67°-43'-S, Long. 179°
-57'-E at 1likY, 31 December, MERRICK second ship in column astern of
NORTHWIND, followed by YANCEY, MOUNT OLYMPUS and SENNET. Light pack
encountered with much open water. About midnight encountered heavy
close pack and encountered difficulty due to channel closing in astern
of the icebreaker causing stops by individual ships and necessitating
assistance from NORTHWIND. About 1200 on 1 January 1947 sustained
minor damage to hull zt water line, poft side, frame 32, caused by
striking edge of heavy pack., Ice pack continued very heavy resulting
in many stops for aerial reconnoitering and waiting for wind and cur-
rents to loosen the pack or create open channels through which the
ships could pass. On 3 January it was decided that it was unsafe

for the submarine SENNET to attempt to proceed further and the
NORTHWIND departed to escort her back to the open sea in the vicinity
of Scott Island. The three remaining ships were left lying to in
what appeared to be a safe position., At midnight the ship was beset
in ice. A large tabular iceberg was observed to be drifting toward
the ship contrary to the movement of the ice pack. Our position
steadily became worse and attempts to move the ship were made by
alternately dropping the bow anchors to break the ice at the stem
and by dropping heavy camels sugpended from the forward bcoms over
each side., A few rounds were fired into the ice from forward LO mm
guns but were too far forward to be of any help. A5 a result of the
above efforts the ship was moved ahead a distance of approximately
160 yards which improved our position to some extent. The timely
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return of the HORTIHWIND enabled the ship to break out of the ice into
a large open pool in the lee of the berg and eliminate a grave situa-
tion., This incident was the only serious condition encountered during
transit of the ice pack. The ice pack varied from open pack of thin
rotted ice to close pack of solid ice up to 15 ft. thick. On 12
January cleared southern limits of pack and entered open water only
sparsely dotted with small bergs and drift ice. Arrived off entrance
to Bay of Whales at 0%00 on 15 January and commenced lying to while
NORTHNIND reconnoitered the Bay, breaking up bay ice and shearing

off shelf ice to facilitate mooring of remaining ships.

17 Jamary - 6 February - Entered Bay of Whales at 2000, 19 Jannary
and moored port side to shelf ice, using four 8-inch manila lines
secured to "deadmen" which had been planted in the ice approximately
60 yards from the edge by our advance line handling party who were
landed by boat. On 22 January commanced discharging cargo from
ship directly to ice shelf and contimued operations on 2i~hour
schedule until departure on 6 February. Twice during this period
it became necessary for the ships to get underway and clear the bay
dus to weather and ice drifting into the bay from the sea. Upon
return the ship moored in the same position each time, using the
same "deadmen® as previously. The ice shelf remained intact through-
out the entire period., Considerable melting of the ice shelf in the
imuediate vicinity of the overboard discharge frem main condenser
necessitated warping the ship ahead a few feet in order to discharge
cargo from #3 hLold.

6-22 February - Departed Bay of Whales on 6 February enrcute to Scott
Island accompanied by MOUNT OLYMPUS, YANCEY and NORTHWIND, Joined
with BURTON ISLAND off southern edge of ice pack at midnight 8 February
in Lat. 729-42'~S, Long. 179°-OL'~E and entered loose pack preceded by
NORTHWIND and BURTON ISLAND and followed by MOUNT OLYMPUS and YANCEY.
About 1600 on 10 February encountered heavy pack and proceeded with
difficulty. At 2116 on 1l February a large piece of heavy ice drifted
into rudder shezaring the stock above the rudder and rendering its
further use impossible. Taken in tow by NORTHWIND but cast off due

to heavy weather, During the night the rudder carried completely

away and was lost., The ship drifted with the current until 2000 on

12 February in open pack at which time NORTHWIND resumed tow. While
being towed through ice it was necessary for NORTHWIND to procaed

with extrems caution. BURTON ISLAND maintsined continuous reconnai-
sance in order to utilize most advantageous route. Cleared northern
limits of ice pack on the morning of 13 February and coentinued toward
Wellington, New Zealand in tow of NORTHWIND. On 16 February heavy
weather was encountered and at 0400 on the 17th the towing cable
parted. Drifted in heavy seas until 2000, 18 Fetruary when we were
again taken in tow by NORTHWIND., Our destination was changed from
Wellington to Port Chalmers, New Zealand and we arrived there on the
afternoon of 22 February. Work of fabricating and instailing a tempor-
ary rudder was commenced on 25 February and completed 21 March,
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¢ MAIGATI'F - OPEMATION HIHJNP

1. INT=ODUCTION

The followingz is a summary of events from time of departure from
Norfolk, Virginia on October 21, 1946 to time of departure from Port
Hueneme, California on December 2, 19l0.

Departed Norfolk, Virginia, October 21, 1946,
Arrived Cristobal, C.,Z., October 26, 19L6; discharged cargo.
i Departed Cristobal, C.7Z., October 28, 19406.

Arrived San Pedro, Calif., November 5, 1540; discharged cargo.

Departed San Pedro, Calif,, November 9, 196,

Arrived Port Hueneme, Calif., and reported to CTF=-68 for duty
November 9, 1946; discharged cargo November 12 to 15; loaded
cargo November 18 to December 1.

Departed Port Hueneme, Calif,, December 2, 1946 at 14007,

Joined CT3~68.2 at 0500U December 3, 19L6.

During the time from tentative assiemment to TF68 in early October
to time of departure from West Coast, this vessel accomplished following
major items of maintenance and repair,

A11 weatherdecks chipped and repainted two coats zinc chromate and
two coats blue deck.

Holds completely cleaned. Hold drainace system tested.
A1l P-500 pumps and submersible pumps overhauled and tested,
Painted side one coat haze grey,
Inspected and cleaned out all fresh water tanks,
; Cleaned vent systems as practicable.
Sealed evaporators.
Cleaned firesides and watersides of both boilers. Took bridge
cauge readin-s of all bearings. Overhauled instruments of Hayden

Soard. Procured spare brushes for all motors 2%t Terminal Island

Conducted general cleanins and adjustment Syro Compass.
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Conducted complete electronics check with the assistance of Naval
Skipyard, Terminal Island and N,A.R.D., Port Hueneme.

Completely overhauled and rebalanced »oiler fan !No., 1 with assis-
tance of Naval Shipvard, Terminal Island.

Completely overhauled main exhaust blower for engine room.
Completely overhauled one boat engine,

Broke out towing gear and with assistance Naval Shipyard, Terminal
Island modified towing cable to bring up to drawing specifications.
Changes have been covered in a letter to the Bureau of Ships.

There were many small items of general maintenance work accom-
plished in addition to the foregoing, It can be stated that as much
ship's force work was accomplished durinrg aforementioned period as
during an ordinary two months yard overhaul period. The ship lelt
Port Hueneme in very good material condition and in a good state of
preservation to undergo the stommy weather and rigorous coperating
conditions in the hircher southerm latitudes,

Durineg this period, the general supply level was brought up tc
eight months, The principal deficiency in spare parts at time of
departure was bearings for the main generators. Only one set of spare
bearings for three generators were on board at time of departure,
Additional bearings were received via U,S5.S. BURTON ISLAND arriving
in early February.

During this period a medical and dental examination of all officers
and men was conducted with the assistance of the Dental Clinic at XNaval
Station, Port Hueneme., Some ninety-six officers and men received the
necessary corrective dental attention at the Clinic. One man had to be
transferred thereto for extensive dental work as he had to be dis—
qualified medically for Antarctic operations due tc poor condition of his
mouth, Some ten men were transferred to the U, S. Naval Hospital, Long
Beach for treatment or because of medical disqualification for this duty.
None of these men could be returmed to the chip., With the exception cf
one man, all of these men were received during October vhen the crew was
augmented for the Operation,

At the time of departure from Port Huenere there were on bhoard the
below listed personnel:
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Officers - 14 (Ship's Company)
Officers - L (Staff TF-08)
Enlisted Yen Ship‘'s Company - 223

Enlisted Men CTF68 Flag Complement - 13

Enlisted Ken CTF68 Seabees -

“nlisted lMen FFT MT, OLYMPUS -

TOTAL - 39

At time of departure from United States, the only deficiency in
Enlisted men was one Chief Pharmacist's Mate, who joined at sea on
December 19 from U,3.S. ¥EYRICK., This vessel was not supplied with
engineer ratings to bring complement up to 125% of postwar allowance as
recommerded by the Task Force Commander., Some of the men transferred
to this vessel from 16th Fleet and other Atlantic activities could
not nave been as a general rule the best avai<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>