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CONFIDENTIAL 
4 August 194.7 

SECOHD ENDORSEMENT on 
TF 55 Coni^. lir CflF 68/ 
AS/rdk Serial 0184 of 
10 June 1947, 

From:        Officer-in-Charge, Antarctic Developmants Project, 
1947. 

To t Chief of Naval Operations. 

Subject:      Report of Antarctic Developments Project, 1947, 
(Operation HLC/HJÖMP). 

1«       Forwarded« 

2.       It is thought that the next large Antarctic Sxpsdition 
Should be a joint Army and Navy Project, and it is so reconaaonded. 

R. B. BYRD. 



cmCLANTiLTFILE UNITED STATES ATLANTIC FLEET 

I *>/( 0525 ) 
CARE F. P. O.,  NEW YORK. N.Y., 

ggaamit 14JULI94? 

nai ■BaaMBg ^  , 
TF 68 oonf. Itr CTP 68/ 
A9/rdk S*riai 018.4 of 
10 Jtme 1947 

Tromt Oomaixier In Chief, United States Atlantic Fleet. 
^        Toi        Chief of Naval Operations« 
P       Viai       Offioer-ln-Charge, Antarctic Developnente Project, 1947• 

Subjeoti    Report of Antarctic Developaents Project, 1947, (Operation 
HZGBJÜMF), 

1»     Forwarded« 

2. The CoBsumder in Chief, U.S* Atlantic Fleet considers that all 
reasonable meaffares were taken, in the relatively short period available, to 
adequately prepare the tmits assigned to the Task Force for the subject 
operation« 

3«     It is noted that all major objectives were aeooaplished except 
the construction, at Little Aaerica, of a statted (aarston mat} airstrip« 
The construction of such an airstrip was intended to provide the a»ans for 
detemining the feasibility of maintaining and operating wheel type aircraft 
thereon* The existing tamsoaUy severe ice conditions precluded accoatplish- 
ing this project« However, considerable ezperimental work was conducted and 
the Task Force Commander believes that an acceptable technique was developed 
for constructing such an airstrip on snow (neve) covered gltoial ice per- 
mitting the operation thereon of aircraft using conventional wheel type 
landing gear« 

4«     Due to the assignnent of such a relatively large task force, 
the Havy now has available a large reservoir of polar-conditioned personnel. 
In view of the increasing strategic inportance of the Arctic, this compara- 
tively large number of cold-weäthe3>trained officers and men sight, 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 Commaadsr 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 subject operation« It is recommended that a definite program of 
naval cperations be carried out «mnaHy in either the Arctic or the Antarctic 
regions'« The Arctic region would be preferable in view of the much shorter 
distance from Ü«S« ports« 

l 

COP7CT?,68 W- H- P- BRANDY/ 
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CONFIDEHTIAL 
ii August 194-7 

SSCOND ENDORSSMENT on 
TF 68 ConfT'itr CTF 68/ 
A9/rdk Serial 0184 of 
10 June 1947. 

Pronu 

To 2 

Subject: 

1. 

2. 

Officer-in-Charge,  Antarctic Developmants Project, 
1347* 
Chief of Naval OperGtions* 

Report of Antarctic Developments Project,, 1947, 
(Operation HIGH JIMP), 

Fonrarded* 

It is thought that the next large Antarctic Expedition 
should be a joint Army and Navy Project, and it is so recoramended. 

■ 
I 

R. E. BYRD. 
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CIMCLAMTFLT FILE UNITED STATES ATLANTIC FLEET 
A9/( 0525 > 

CARE  F. P. O.   NEW YORK, N.Y., 

COKFIDEamAL 14JUL1947 

TF 60 oonf. Itr CTP 68/ 
19/idk Serial Oia; of 
10 June 1947 

Froat       Coonander in Chief, United States Atlantic Fleet« 
Tot        Chief of Naval Operations« 
Viai       Offioer-in-Charge, Antarctic Dev*lopü»nts Project, 19^7. 

Subjects    Report of Antarctic Developments Project, 1947, (Operation 
HZGBJinDP}« 

1«     Forwarded«. 

2«     The Comaander in Chief, U.S* Atlantic Fleet conaidere that all 
reasonable meamares were taken, in the relatively short period available, to 
adequately prepare the tmits assigned to the Task Foroe for the subject 
operation« 

3«     It is noted that all major objectives were acoonplished except 
the oonstnxction, at Little America, of a matted (mareton mat) airstrip« 
The construction of such an airstrip was intended to provide the means for 
determining the feasibility of maintaining and operating «heel type aircraft 
thereon« The existing unusually severe ice conditions precluded accomplish- 
ing this project« 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 glacial ice pe3> 
mitting the operation thereon of aircraft using conventional wheel type 
landing gear« 

4«     Due to the assignment of such a relatively large task force, 
the Navy now has available a large reservoir of polaivconditioned personnel« 
In vie« of the increasing strategic 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 ComBander In Chief, U«S0 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 
conduct of subject operation« It is reooMtended that a definite program of 
naval operations be carried out annually 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« 

^-S1« W- H. P. BLANDY 
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CmCLAKTFLT FILE UNITED STATES ATLANTIC FLEET 

Ä9/( 0525 > 

MBaamtt 
urn wuassBBi ^ 
TF 60 oonf. Itr CTP 68/ 
A9/rdk Serial OlBd, of 
10 Jnne 1947 

CARE F. P. O., NEW YORK, N.Y., 

14JUL1947 

Prow 
To i 
Via$ 

Snbjaots 

1, 

Conanaader in Chief, United States Atlantic Fleet. 
Chief of Naval Operations. 
Offioer-in-Charge, Antarctic Developaents Project, 1947« 

Heport of Antarctic Developnents Project, 1947, (Oporatica 
HIGHJTJMP), 

Forrarded« 

2«     The CosBiaDder in Chief, U.S. Atlantic Fleet consider« that all 
raasonable aeamires vere takenj 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 all major objectives were acoosplished except 
the construction, at Little Aserica, of a aatted (marston mat) airstrip» 
The construction of such an airstrip was intended to provide the aeans for 
deteraining the feasibility of mainteining and operating wheel type aircraft 
thereon« The existing nnusually severe ice conditions precluded acccaplish- 
ing this project. 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 glacial ice per*- 
sitting the operation thereon of aircraft using conventional i&eel type 
landing gear* 

4«     Due to the assignment of such a relatively large task force, 
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 
future date, prove most valuable to the naval service* 

3«     The Commander in Chief, Ü.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 
conduct of subject operation« It is recoaaended that a definite program of 
naval operations be carried out annually in either the Arctic or the Antarctic 
regions* The Arctic region would be preferable in view of the much shorter 
distance from ü*S* portö. 

Copy tos 
CTF 6a W. H. P. BLANDY. 
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4 August 19^7 
CONFIDENTIAL 

SECOND ENDORSnffiNT on 
W  SS Conf. Ur CTF 68/ 
A9/rdli: Serial 0184 of 
10 June 1947. 

From: 

To  : 

Subject: 

1. 

2. 

Officer-in-Chsirge, Antarctic Developmönts Project, 
1947. 
Chief of Naval Operations. 

Report of Antarctic Developments Project, 1947, 
(Operation HLGHJUMP). 

Forwarded. 

It is thought that the next large Antarctic Expedition 
should be a joint Army and Navy Project, and it is so recoramended. 

R, B. BIRD. 



TASK FORCE SUTI EIGHT 
CTF68/A9/rdk        U. S. Atlantic Floet 
Serial 01% 10 JUIM 1914? 

COHFIPgJfTIAL 

From:        Comraander Task Force SIXTY EIGrTI. 
To :        Chief ojf Naval Operations» 
Via :        Commander-tn-Ghief, U. S, Atlantic Fleet« 

Officer-in-Charge, Antarctic Developments Project, 19U7» 

Subject:      Report of Antarctic Developments Project, 19U7, (Opera- 
tion HIGHJUMP). 

Reference:    (a) C.T.F. 68 Op-plan 2-ii6 dated 20 Nov, 19kt>. 

Enclosure:    (A) CNO conf. serial 065P33 dated 26 August 19U6, 
(B) CinCLantFlt conf. serial 0568 datad 15 October 19U6 • 

1. The Antarctic Developments Project, 19U7, identified toy 
the codeword ^''T^HJUMP", was established by the Chief of Naval Operations 
by Enclosure (Ä; dated 26 August 19^6. This  directive charged the 
Commander-in-Chief, U, S« Atlantic Fleet with the operational and 
administrative control of the project. Technical control vas retained 
by the Chief of Naval Operations «nd was exercised with the assistance 
of Rear Admiral Richard £• 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 administrative 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 Octoberp 191*6, Enclosure (B). 

3. Prior to the departure of Task Force SIXTY El (AT for the 
conduct of "Operation NANOOK* in the Arctic, July-Septeifcber 19ii6, 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. As a result some preliminary planning was 
done by the staff during the operational period of "NANOOK1» and, during 
the latter part of the operation some of the key «Bembere 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. 

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

- 1 - 



CTF6ö/A9/rdk: 
Serial OI8I4 

CONFIDP^TIiU. 

Subject:      Report cf Antarctic D«velopaents Project, 19U7, (Opera- 
tiorx KIGHJUMP). 

1 JA plua 4 H03S-1 and 2 HOS helicopters• Total naval and marine 
personnel participating was slightly in excess of U?00 officers and 
men. In addition 8 U.S.Amy 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 prepar&ticn 
required strenuous work on the part of all. Many of the ships were in 
an inactive status and all were below peace time complement«. All air- 
craft required winterization and some alterations. Little time was 
available tov  the training and indoctrination of the hastily assembled 
crews uf th® ships and aircraft, Much specialized equipment had to be 
assembled and modified for the special conditions to be encountered, 
especially that for the base at Little America. The departure date of 
2 Docessber 191*6 could not have been met except for the splendid cooper»- 
tion of the various Bureaus and agencies of the Navy Department and of 
numerous commands afloat and ashore» 

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

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

(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 techniques for establishing, maintaining 
and utilising 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) Amplifying existing stores of knowledge of hydrographic, 
geographic, geological, meteorological and electro-mag- 
netic propagation conditions in the area. 

(f) Supplementary objectives of the I9I46 NANOOK Operation. 

« 2 - 



CTF6Ö/A9/rdk 
Serial 01öh 

CONFIDENTIAL 

Subj^:!:      Report of Antarctic Developments Project, 19hl, 
(Operation KIGHJIMP). 

7.       To accomplish these objectives the Task Force was 
organized and tasks assigned as follows: 

(a) TG 68.1  Central Group^ Rear Admiral Cruzen. 

I 
MOUNT OLM'US (TIT) 1 AOC 
NORTHWIND (USCG) 1 WAG 
BURTON ISLAND 1 AG 
IINCEf,  MEKUCK 2 AKA 
SENNET 1 SS 

I 

s 

TASKs To establish a taaporary base and airstrip 
in the vicinity of Little America, Antarctica, 
transporting and landing required material and 
personnel» To conduct systematic long range air 
exploration and associated operations, and to 
carry out assigned projects for training naval 
personnel, testing materials and amplifying 
existing scientific knowledge of the Antarctic» 

(b) TG 66.2  Western Group, Captain Bond. 
OTHTOX (t&F)        i AV 
CAGAPON 1 AD 
HENDERSON 1 DD 

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 ships remaining outside of 
the main continental 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 Dofek. 
Tm. TSLAKDTTGF)        1 AY 
CANISTBD 1 AO 
BROWNSCN 1 DD 

TASK: Same as for the Eastern Group9 except to 
initiate operations in the vicinity of Peter I 
Island and to continue operations to eastward 
along the continental perimeter» 

- ^ - 
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CONFIDENTIAL 

Subject:      Report of Antarctic Developments Project, 19U7, 
(Operation HIGHJUMP). 

(d) TG 6ö#lj  Carrier Group, Captain Cornwell. 
PHILIPPINE SEA 1 CV 

TASK: To transport 6 Ri^D airplanes to a position 
north of Little America and to northward of the 
main continental ice pack and to launch these air- 
craft for flight to Little America, 

(e) TO 68.5  Base Group, Commander Campbell* 
Air unit. Commander Hawkes 
Temporary Construction Unit, Gonsaander Reinhardt 
Emergency Base Unit, Lieutenant Wagner. 

TASK: To establish and maintain during the Antarctic 
sunaner a temporary base for approximately UOO person- 
nel, and an airstrip on the Ross Shelf Ice in the 
/icinity of Little America. To conduct systematic 
outward radial air exploration of assigned areas 
of the Antarctic.conMnent. To establish an emer- 
gency winter camp to accommodate 35 personnel for 
a period of fifteen months, for the conduct of res- 
cue operations for aviation personnel forced down 
in the interior of the continent after evacuation 
of the temporary base and nithdrawal of all ships, 
(Note:- This emergency camp was constructed and 
equipped, but not activated) 

8«       ilie operational phase began on 2 December 19u6, 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 to Washington, D. C, on 
U4 April 19U7. Details 01 operations are contain3d 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 advantageous, particularly 
for the Eastern and Vfestem Groups. This would have permitted them 
to profit by the comparatively favoraole flying conditions that pre- 
vail in the Antarctic during the latter half of December. Under the 
unusually sever© ice conditions existing this year in the Ross 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 

- Ü - 
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Serial Oldh 

CX)NFIDBITIAL 

Subject:      Report of Artarctic Devalopiaents Project, 19u7, 
(Operation HIJHJUMP)• 

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

10,      Operations of the Eastern and Western Groups in the 
Antarctic were continued as long as practicable. They were termi- 
nated at approxinately the date anticipated by the approach of the 
winter season, with accompa^ring bad weather and shorter periods of 
daylight» The Central Qroup was forced to withdraw from the base 
at Little America two to three weeks earlier than anticipated, due to 
the unusually heavy pack ice in the Ross Sea, with the consequent 
danger of the ships being beset by consolidation of the ice floes 
during an early freeze of the Ross Sea. 

II»      All 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 MERHICK's rudder. This accident occurred 
while the MSRRICK was manoeuvering in heavy pack ice with a wind of 
approximately kO  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 PBU Seaplane and two H03S-1 
helicoptears crashed and were lost.  In addition one PBM seaplane 
was lost overboard firom the flight deck of the CURRITUCK during heavy 
weather* 

12.      There were seven deaths during the operation.  Ihree 
members of the crew of the PBM seaplpjae which crashed and burned on 
EIGHT* a Peninsula were killed. In addition one of the survivors of 
this accident had both legs amputated below the knee as the result 
of injuries during the crash and subsequent frostbite. One man from 
the IANCEI was killed as the result of an unloading accident at the 
Bay of Hhales. Two men from the Western Group were killed in an 
automobile accident while on liberty in Sydney, Australia, and one 
man from the MOUNT OLIIffUS was drowned In Panama. This latter man 
was ovarleave and was attempting to avoid detection by swimming 
back to the ship. 

13*      Hth one exception, the major objectives of the opera- 
tion were accomplished. Initial plans contemplated construction, at 
Little America, of c matted air strip (marston mat) for use by air- 
craft on wheels. This project was not initiated due to the delay in 
reaching Little America and early realization that the sever« ice 
conditions encountered in the Ross Sea would require evacuation of all 
peTsotasel and ships from Little America at a considerably earlier date 

- 5 - 
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Serial 018U 

COUFIDE.NTIAL 

Subject:      Report of Antarctic Developraents Project, 19U1, 
(Operation I-aGKJUM?). 

than originally hoped. However, considerable experimental work was 
done along this line and it is believed that an acceptable technique 
haa been daveloped for the construction of an airötrip on snow (neve) 
covered glacial ice, for the use of aircraft on wheels, 

liu      Ifeich information of value to tho 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 various Bureaus and agencies of the Navy Depart- 
ment and comraands afloat. All data relative to geographical discoveries 
and mapping, together with certain scientific data, have been turned 
over to the Hydrographie Office, Washington, D. C, for evaluation 
and processing • It is estimated two years will be required to complete 
this wo^k and until this is done it is not possible to assess accurately 
the results or extent of this work» 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 unexplorea. Much of 
this area was covered by aerial photographs» These figures are approxi- 
mate only and are subject to revision upon ccmpletion of the work now 
in progress in the Itydrographic Office. Ships1 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 cold weather operation 
for severe temperatures were not encountered* The lowest tenperature 
recorded aboard ship was minus 2 degrees Fahrenheit; at the base at 
Little America minus 23 degrees Fahrenheit; and by aircraft in flight 
minus kP  degrees Fahrenheit. However the ability of naval forces, 
with only limited special preparation, T>O operate in the polar regions 
was demonstrated, and much information was obtained and recorded regard- 
ing that type oi operations* The scientific 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 is convinced that very real and 
definite advantages have accrued to the United States and to the naval 
service from this operation. However many of these advantages will be 
lost if tnere is no follow-up. It is recommended that a definite pro- 
gram of iiaval operations be carried out yearly in the Antarctic. 

- 6 - 
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Subject?     Report of Antarctic Developaenta Project, 19hl9 
(Operation HIGHJUMP). 

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

17•      ^he strategic importance of the Arctic is today generally 
recognized, and naval forces must be prepared to operate in the Arctic« 
The capabilities and limitations of operations in the Arctic, of fcrces, 
ashore and afloat,must be determined by actual operations in polar 
areas • The Antarctic is not now, end 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«      Aie Task Force Commander wishes to express his apprecia- 
tion of the outstanding work of the ü. S. Coast Guard Cutter NORTHWIND, 
and the fine service and loyal cooperation of the U. S. Marine Corps 
flight crews and other Marine 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 reconmended distribution list for this report is 
attached« 

R. H. CRUZEN 

I •7 - 
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CONFIDENTIAL 26 August 19U6 

From: 
To : 

Subject: 

Chief of Naval Operations, 
Coiranander-in-Chief, U. S. Atlantic Fleet* 
ConHnander-in-Chief, ü« S. Pacific Fleet, 

Antarctic Developments Project, 19U7« 

1. An. Antarctic Developments Project, to be carried out 
during the Antarctic sunmer (January to March) of 19U? la hereby- 
established. This project will be identified by the code word, 
"HIGHJUMP«. 

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

3. Purposes of the Antarctic Developments Project, 19U7, 
supplement those of the 19U6 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« 

(c) Determining feasibility of establishing, maintaining 
and utilizing bases in the Antarctic, and investi- 
gating possible base sites, 

(d) Developing techniqusa for establishing, maintaining 
and utilizing air bases on ice, with particular atten- 
tion to later applicability of such techniques to operar- 
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 electro- 
magnetic propagation conditions in the area, 

U,       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 bace, and in- 
ward radial air exploration by ship based aircraft from ships opera- 
ting around the continental perimeter. Preliminary estimates indi- 
cate that three task groups will be required, one composed of 1 AG 
(Ice Breaker ^Vand" class), 2 AK or AKA, 1 AM and two groups of 1 AV 

End. (A) -"'-. 

i 



Op33/hcc 

Serial NOJ 065P33 

CONFIDÜfTUL 
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(with tBU  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 consider 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 position on 100th meridian at the 
Antarctic Circle by about 1 January, 19U?; other two groups about 
two weeks later« Coordination with cold weather operations of other 
fleet units is also a possibility, 

5. Technical control of this project will be retained by 
the Chief of Naval Operations and will be exercised with the assistance 
of Rear Admiral Richard £• Byrd, U.S.N, (Retired), who will be designated 
as officer-in-charge of the Project,  fhe actual expedition will comprise 
a task force of the U.S, Atlantic Fleet under the command of Captain 
Richard H. Cruzen, now coomanding Task Force 60 ir the Arctic, The 
Offir-er-in*Chargc of the Project may participate in the actual expedi- 
tion and locally exercise technical control, but tactical command will 
continue to be vested in the Task Force Commander» 

6. Coramanders-in-Chief, Atlantic and Pacific Fleet are re- 
quested to submit earliest practicable comment and specific recoramendaf- 
tions for Any  coordination desired with fleet cold weather operations, 

?• Cownands addressed in the distribufion list submit by 
15 September 19U6, list of technical and scientific projects desired 
to be undertaken, giving: 

(a) Character arci scope of project. 
(b) Personnel to be accommodated on board ship and at base, 
(c) height and space requirements for special equipment to 

be installed on board ship« 
(d) Weight and space requirements of material to be trans- 

ported to base, 
(e) Priority, 

6«       Action addressees and distribution list are directed to 
i-nplement detailed plans as later promulgated, 

9.       The Chief of Naval Operations only will deal with otner 
governmenr.al agencies. Direct dealing between subordinate naval compo- 
nents is authorized. No diplomatic negotiations are required.  fo 
foreign observers will be accepted. 

End. (A) 
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10«      Available inforaation Indicates that one U.S«S»R» 
government sponisored expedition is being organized for woric in the 
sub-Antarctic during the 19hl  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 b© more highly classified if substance warrants« 
Special precautions are enjoined to the end that knowledge of purpose, 
scope and destination is United to naval distribution and within 
naval jurisdiction to those who need to know* 

/a/  D, C. RAMSEY 
Vice Chief of Naval Operations 

-- 

End. (A) 
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UNITED STATES ATULNTIC FLEET 
CiaCLant File 
AVA2-12/( 056Ö ) Care F.P.O., New York, N. I. 

15 October 19U6 

CQNFILENTliL 

From:        Coramander-in-Chief, United States Atlantic Fleet. 
To  :        Captain R. H. CHUZEN, U.S.N., Commander HIGHJUMP 

Force (CTFHSÖ). 

Subject:      Instructions for  Operation HIGHJUMP. 

Reference:    (a) CNO conf. Itr. serial 065P33 of 26 August 19U6. 
(b) CBO restr. Itr. serial 10^33 of 21* April 19U6. 

1. Under the technical control of CNO, plan and conduct 
operations of Antarctic Development Project, 19U7* identified by the 
codeword »HIGHJUMP", 

2. The objectives of Operation HIGHJUMP are: 

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

(b) Consolidating and extending United States sovereignty 
over tiie 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 techniques for establishing, maintaining and 
utilizing air bases on ice, with particular attention 
to later applicability of such techniques to operations 
in interior Greenland where conditions are comparable 
to those in the Antarctic» 

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

(f) Supplementing objectives of the 19U6 NANOOK operation. 

3«       Upon activation of the HIGHJUiLP 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 anthoriaed to deal directly with CinCPac regarding matters con- 
cerning ships from the Pacific Fleet designated to participate in the 
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CONFIDENTIAL 

Subject:      Instruetiona for Operation HIGriJUMP« 

operations5 keeping CinCLant informed. 

lx. Make dates of departure and return such as to take maxi- 
mua advantage of the navigable season in the Antarctic« Operations are 
to be teradnatdd 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« 

5*       UtiHz« personnel, vessels, aircraft and equipment 
placed at vour disposal to best advantage and as directed by CinCLant 
or CNO* 

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

7. 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 ComServLant. Additional support may be requested from ComServPac. 

9»       No diplomatic arrangements are required. 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 distribution. 

11. This project as a whole is classified CONFIDENTIAL, but 
subjects will be more highly classified as substance warraats. Special 
precautions 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. MITSGHER 
Copy to: 

CNO ComServLant CoaMinLant 
ComAirLant ComOpDevFor ComTraComdLant 
ComServPac ComDbsLant ComPhibLant 
ComBatCruLant CoaSubLant ClnCPac 

End. (B) 
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Elements of the Central and Eastern Groups of Task Force Sixty- 
Eight departed Norfolk, Virginia in company on the afternoon of the 2nd 
of December I9U6« Thi« force consisted of the following ships: 

CSNTRAL GROUP 

USS MOUNT OLIltPüS UQC-8) - Task Force Flag (Rear Admiral R. H, Cruien, 
ÜSN) 

USCGC NORTHWIKD (WAG-282) - U. S. Coast Guard Ice Breaker 

EASTERN GROUP 

USS PINE ISLAND (AV-12) - T.G. 68.3 Flag (Captain G. J. Dufek, USN) 
USS BRUWKSOM (DD-86Ö) 

The trip to Panaraa iras uneventful except for an unusually high 
miaber of breakdowns enroute, nearly all of which were due to inexperi- 
enced engjUaeering personnel. Upon reaching Colon, Canal Zone, on ? 
December 19U6, the ships passed through the Canal and reaained in Balboa, 
Canal Zone for two day» in order to proyide a last liberty for all hands» 
At Balboa the USS CANISTSO (AD-99) and the USS SENNET (SS-UOÖ) joined 
the Eastern and Central Groups, reepectirely« 

AIT ships departed Balboa 10 December 19U6, and course was set 
for Antarctica* The following day the ships were jdtployed in line, 
distance $0 miles, in order to obtain soundings along the aaxiBUM 
number of tracks« 

Upon arrival at the 100th aeridian west longitude on the 17th 
of Decsaber both groups, with the exception of the NORTiMIND, fueled 
fro« the CANISTEO. After fueling, the Eastern Qroop was detached and 
directed to proceed to the vicinity of Peter I Island to cosBence 
operations in accordance with the operation plan« The CAHISTEO, 
although part of the Eastern Group, reaained with the Central Group 
and continued with this group to Scott Island« The sane afternoon 
that the Eastern Group left for Peter I Island, the SEHNET and the 
N0RTH1IND discovered and developed a previously unreported bank having 
a least depth of apprcxiäately 16? fathoas. 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 *fter Christaas in position Latitude 62° 15' S«, Longitude lU0 

22' W«, and for the next two days the group passed through an area of 
many icebergs« Scott Island was sighted on the 30th of Deceaber and 
a rendezvous was made with the IAKCEI and the MERRICK. These two ships 
had departed from the west coast of the United States in company with 
the Western Group. They had been detached by CTG 68«2 two weeks 
previously and directed to proceed to Scott Island independently to 
rendesvous with the Central Group, öiroute they passed through ths 
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reported posttion of the NiKrod iBlanda (Latitude 56° 30' S,, Longituds 
153c 30? W#) In excellent we&ther. There rms  no evidence that these 
islands existed in or near their reported position, 

After the rendesrous on the 30th, both the YANCET and the 
MESRICK jmre  fueled from the CANISTBO. While the fueling was in 
progress, the NORTHWIND proceeded southward independently to recon- 
noiter the ice pack.  The NORTHWIND, ballasted down, stood south 
along the 100th 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- 
corered« These extended as far to the southward as the eye could see« 

As a result of this reconnaissance and due to the fact that 
erideace from all prerlous successful passages through the pack 
indicated the most adrantageous position to enter the pack was along 
the 160th meridian or a little to the westward, it was decided to 
follow the route indicated by the NORTHSINDU reconnaissance. 

Upon completion of fueling, the Task Force CoaBander trans- 
ferred to the NORTHWIND, and the Central Group headed south into the 
ice pack. The CANISTBO was ordered to join the Eastern Group* About 
20 miles south of Scott Island, the first pack ice was encountered on 
the 31»t of December 19U6, in position, Latitude 67° 1x9*  S., Longitude 
180°,   At that time the formation was In column in the following 
orders NORTHWIND, MERRICK, IANCE/, MDUNT OLXMFUS, and SBTOET, All 
that "night" and the following day this group continued its passage 
southward with the pack iee getting steadily hearier. The ice changed 
from loose, scattered pack about two feet thick and free of bergs to 
close, heavy pack ranging from six to ten feet thick and containing 
large pi sees of shelf ice; through all this a winding, twisting course 
had to be choseeu Large tabular icebergs were passed with increasing 
frequaacy» The speed of the group was reduced to about three knots 
and the unprotected ships suTferad SOEM damage* The MOUNT OLIUFUS 
bent 10 frames (forward, on the starboard side), sprang a leak in the 
bow, and bent two blades of her propeller« The leak was soon stopped 
and the frames shored« The MEREICK opened a seam which let in 120 
gallons of water per minute but the leak was soon brought under control« 
The TANCEI sustained minor damage* 

The second of January, 1917 found the NORTHWIND, MERRICK, 
IANCE1, MOUNT OLYMPUS and SENNET lying to in A pool of water formed 
by surrounding ice in position. Latitude 69° 10» S., Longitude 179° 
U9> W* A conference of all Commanding Officers was called aboard 
the NORTHWIND. It was decided to push ahead into the pack ratoer 
than wait for a possible lead to open in the ice ahead, as the posi- 
tion of the ships was precarious due to the presence of large bergs 
in the imaediate -vicinity« As soon as the conference T*as terminated, 
the ships got underway on a southerly course and headed into the ice 
pack« It was impossible to steer a steady course; only a general 
direction could be maintained« Finally, about midnight, a small pool 
was reached where the ships remained until the next morning, when a 

* 
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generaLLiy southerly course was resunaed» 

Progress during the morning of the 3rQ of January was diffi- 
cult, trie ships frequently became stuck in the pack and had to be 
broken out by the NORTHWIND.  Ice began drifting up on the deck of 
the SENNET and it bscame apparent that to continue further south- 
ward with her, would seriously handicap progress of the largo ships« 
It was taerefore decided to return 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 
to rejoin the remainder of the ships to escort them to a safe position 
where they could be left »fails the NORTHWIND was escorting the SENNET 
northward clear of the pack. 

Upon joining the large ships it was found that thay were fa»t 
in the ice. Considerable time was required to break them out and 
reform the column« The formation had not proceeded far southward 
when word was receired from the SENNET that the pool in which she 
was lying was closing rapidly and that she required assistance« 
The NORTKITCND left the fonnation and rejoined the SENNET« After 
extricating her from the ice, the SENNET was taken in tow and course 
set to northward* 

As the rest of the ships sseaed to be in a comparatiYely good 
position with some open water and no icebergs in their immediate 
vicinity, it was dscided to continue northward with the SENNET to 
open water« 

Some twelTe hours later, on the morning of U January, word 
was received from the administrative staff aboard the MOUNT OLYMFIS 
that the wind had increased to twenty knots, that the open water was 
closing, and that two icebergs had drifted into the immediate vicinity 
of the ships. However, there was no open water in which the SENNET 
could be safely left, so the NORTWIND continued northward with the 
SiNNET in tow« Ueesages concerning the seriousness of the situation 
of the other ships continued to arrive« By 1000 a pool of open water 
was reached which would afford at least tenporsry shelter for the 
SENNET« She was cast loose ind the NORTHfflND set course to rejoin 
the other ships at best speed« 

NORTHWDTD made contact with the ships late on the afternoon of 
U  January. All ships were fast in the ice and unmaneuverable, with 
the IANCEI and MERKICK in «n uncomfortable and potentially dangerous 
position« Ccnsidersble difficulty was encountered in extricating the 
three ships end reforming the column, but by midnight all ships were 
enroute southward and escorted to an area free of icebergs and heavy 
ice floes in Latitude 69° OU» S«, Longitude 179° U6' W. 

The NORTHUND «gain headed north to rejoin the submarine SENKET* 
Shortly before noon, the SENNET was sighted and «gain taken in tow. 
Soon thereafter the pack became loose enough for her to proceed inde- 
pendently astern of the icebreaker and she was cast loose« The NORTBIIHD 
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escorted th« SEJei'ET as far north as 6?° 30« S. where the SENNET was 
detached, that area being clear of all pack# Upon being detached, 
the SENNET was ordered to remain in the Ticinity of Scott lelaad to 
cany out her teata and await further orders. The NORTHWIND then 
headed south at best speed to rejoin the other shipa. 

On the 6th of January 19U7, at 0200 (IRAI) the NORTHWIND 
rejoined the other three ships and an hour later the foraation got 
underway and headed southwest» At 0600 a clear area or pool (Lati- 
tude 70^ 11« S,, Longitude^ 178° 23' W.) was reached and it was 
decided th«t the NCRTHWIND would proceed southward for futher recon- 
naissance* The NORTHWIKD departed alone, learing the other ships in 
the pool* She made her way to the southeast through heavy pack at 
best speed, 6 knots» Daring the renainder of the day and following 
night, six reconnaissance fUghts were made by helicopter. Later that 
night, the NORTHWIND rejoined the other three ships and the formation 
headed southward» 

The NORTHWIND continued stesaing south with MERRICK, MOUNT 
OLIMPUS and YANCBY« At 0U05 on the 7th the pack became quite heavy 
with evidence of considerable pressure building up between the floes» 
so course was reversed to the north« Shortly thereafter the USRRICK 
beoaae stuck in the ice» Th NORTHWIND soon broke her out and the 
force continued northward» At 0620 the MOUNT OLIMPUS was stopped by 
the heavy ice and again the NORTHWIND case to the rescue» Finally» 
at 0801 the largo lake  ( 70-11S, 176-23 W) that the foraation had 
left the previous day was reached and it was decided to wait there 
until further air reconnaissance could be undertaken» 

That afternoon the J2F, a single engine Qruianan Aaphibian, 
was hoisted out and a reconnaissance flight was sade to the south- 
east with Captain IJiomaa, Comanding Officer of the USGGC NORTHWIND, 
as observer. 

At this point. Task Group 66 »2 was ordered to steaa eastward 
and make long range reconnaissance flights in order to find out the 
best possible way for Task Group 68.1 to continue southward» 

The next aorning, two more flights were made with the J2F, one 
to the southeast and one to the southwest» Both of these flights 
extended over one hundred niles to the southward and failed to dis- 
close any leads« 

The NORTHWIND headed southward independently, to test ice 
conditions» After proceeding 17 ailee and aaking one helicopter 
reconnaissance flight it was obvious that the foraation could not 
proceed southward, and the NORTHWIND returned to the lake arriving 
there about 1130, January 9»  19U7. 

In the aeantiae, CTQ 66.2 wris having little or no luck in 
getting off a reconnaissance flight» His position was to the north- 

Annex I-(a) - U 



I 

west of Scott Island and the ireather had been unfavorable for flying. 
Since the NORTHWIND had found the weather around Scott Island to be 
good a few days before, CTG 68.2 was ordered to close Scott Island and 
try to get hia flights off from there. The SENNET was ordered to take 
stastion 200 miles east of Scott Island and act as a weather station 
and alternate airdrome for the PBM's of TG 66.2. 

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 
NORTHWINu got underway about 1Ö00 and steamed five miles to the south 
where a new pool was found. It was intended to move the formation to 
the new pool but the MOUNT OLIKPUS was unable to get underway. She 
still had two leaks to repair and this could not be accomplished in 
less than 12 hours. A3 a result of this, the formation remained in 
the old pool until the following morning. 

At 0Ö00 on the 10th of January 19U7, the USCGC NORThHIND 
got underway. During the night the ice had cloaed in around the 
formation to such an extent that it was necessary to break the »hip« 
out. By 0930 this had been accomplished and course was set for the 
south to the pool that the N0RTHWIND 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 speed of leas than 1^ knots had 
been made. 

That afternoon, the NORTHWINB made another reconnaissance trip 
to the southward, 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, mhen the NORTHWIND 
rejoined the formation there were two FBM aircraft from Task Group 68.2 
circling overhead. The weather grew steadily worse. The ceiling closed 
in to about UOO feet and it started to snow. Both planes reported 
icing and were dispatched for home, the USS CURRITUCK. At 2030 word 
was received of their safe arrival. 

On 9 January, the USS PHILIPPINE SEA flying the flag of Rear 
Admiral R. E. Byrd, USN vRetired) Officer-in-Charge, Antarctic Develop- 
ment Project, departed from Balboa and reported to the Commander Task 
Force 66 for duty. 

At 0600, January 11th, the NORTKICIND got 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 0630 a distance of 18 miles had been made good. It was then 
decided to return to the other ships and bring them south. 

Task Group 68.1 continuad steaming southward until the liith. 
Each succeeding day found the going a little easier. By the morning 
of the lUth there were large strips of open water in which a fairly 
good speed could be made. Unfortunately, the speed had to be kept 
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bslcrw 13 Vcnota due to the MOUNT OLYMPUS' bent propeller. 

At 1300 on the liith of January 19k7$  the Taak Force Cooaander 
shifted his flag from the NöRTHilND to the MOUNT! OLYMPUS. The HORTHWIHD 
renained guide but the order of the column was changed to NORTHWIND, 
MOUNT OLYMPUS, MERRIGK and tlNCEY. The  course of the formation was 
changed from due south to 1^0° T, heading for the Bay of Whales • 
Occasional patches of ice were encountered and also an occasional 
iceberg. That evening, about 2200, Captain Thoaas, USCQC NORTHWIND, 
aads a helicopter flight and sighted the barrier ice bearing liiO0 T, 
distance 20 adles from the formation« 

Shortly after midnight, the NORTHWIND and the MOUNT OLYMPUS 
were off Discovery Inlet; the YiNCEY and the MERRICK were ordered 
to remain where they ware and await the return of the ether two ships« 
After a brief reconnaissance of Discovery Inlet, the NORTHWIND and 
MOUNT OLYMPUS returned and the formation steamed eastward along the 
northern edge of the Barrier» At O&L^ Lindbergh Inlet was passed 
abeam to starboard and shortly thereafter th# entrance to the Bay of 
Whales was reached* The entrance to the Bay of Whales had changed 
from 1^ miles wide, as found by the last expedition, to about 300 
yards« From the outside it sesned to be clogged with unbroken bay 
ice« At 1000, the Task Force Coamander shifted his flag to the NORTH- 
WIND and proceeded into the Bay of Whales itself, the rest of the ships 
remaining outside. Once inside, it was found that the Bay of Whale» 
itself had grown considerably smaller and that ice condition« there 
war« bad« In its preaent state, the AKA's would not be cble to enter 
and unload« It was necessary to have the NORTHWIND break th« bay ice 
in the bay« The force would have to wait for a southerly wind to 
empty th« loose broken ice into the Ross Sea« A conference was called 
of all Commanding Officers and they were informed as to the condition» 
in the Bay of Whales« 

While «11 this was taking place, back in San Diego the USS 
BURTON ISLAND was getting underway for Antarctica« Construction had 
been speeded up so she was ready about two weeks 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 68«! in the Bay of Whales 
about 9 February« 

On the 16th of January, the CoaBanders of Task Groups 6Ö«2 
and 63 «3 were ordered to direct the destroyer BROW SON and the 
tanker GACArUN to proceed in time to rexidexvou» with the PHILIPPINE 
S£A prior to 1300 (XRAI) on the 25th« Upon arrival they were to 
report for duty, transfer mail and supplies and the CAGAPON was to 
fuel the ships at the rendezvous« All day the 16th and the l?th, 
the NORTHWIND proceeded to break ice in the Bay of Whales. At Olii^ 
on the löth of January the YANCEY proceeded inside the Bay of Whales 
and tied up to the ice. By 03U5, Bhm was secured and had coimaenced 
to unload her cargo« 
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Th« entrance to the Bay of lhales tn Januar/ 19U7 *aa a narro* 
opening in the barrier ice about 300 yards wide. The barrier ice on 
either side of the opening reried between approxiMately 70 and 100 feet 
high. About two hundred yards inside the entrance, the western shore 
line of the barrier receded sharply for a distance of about a alle. The 
eaatern shore line continued in alaost a straight lins to the very south- 
em extremity of the Bay, After receding about A mile, the barrier ice 
gave way to the bay ice which comenced to close the eastern shore line 
in a gentle curve, giving the entire Bay the form of & lopsided ellipse 
about a mile wide and a mile and a half long. Ships were moored at the 
southern end of the bay. This ice continued southward for about 2 miles 
where it gave way to barrier ice, which to the layman resembled rolling 
foothills of snow. Between this shelf ice and the barrier were a series 
of pressure 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 th« 
site of the new camp and the route that would have to be followed to get 
to it. The new camp sit« was on the barrier ice, about ij miles from 
the water and to the southeast of the bay. The route to it had been 
chosen over that part of the pressure ridges that was easiest to cross* 
In order to cross the main pressure ridge, it was necessary for the sea- 
bees to build a bridge capable of bearing the weight of the heavy equip- 
ment of the expedition. This bridge was completed by the morning of th© 
17th and by the time it was conpleted, the IANCEI had most of its trans- 
portation equipment on the shelf ice« 

At 1930 on th« 19th of January, the MERRICK headed into the Bay 
of lhales, and by 2200 was moored alongside the ice, astern of the 
IANCEI. unloading operations were started immediately. The following 
day, the 20th, the N0RTKWIND departed from the Bay of Whales enroute to 
rendezvous with the carrier PHILIPPINE SEA in the vicinity of t.?ott 
Island. The PHILIPPINE SEA which had left Panama on the 9th ul January 
was due at the rendezvous point on the 26th* 

Ihile the IANCEI and MERRICK were unloading and the MOUNT 0LIMPÜS 
was lying to outside, the construction detail under Cocmander Reinhardt 
(CBC), l)SN, was busy laying cut the temporary tent camp and surveying 
for the airstrip. 

| On 22 January the MOUNT OLIMPUS entered the Bay of Whales and 
moored. The Norseman airplane was unloaded onto the bay ice and towed 
to th« Base Camp. That day and the next, all three ships continued to 
unload as quickly as possiole. 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 teeth. He was pull- 
ed in between the roller and yoke and crushed. Memorial services were 
held at HiOO on Thursday the 23rd. 

To the northward, both the NORTHWIND and SENNET were steadily 
4        steaming toward the rendezvous position in Latitude 67S, Longitude 175>W, 
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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 deatroyar RROWNSON which had been proceeding from the Eastern Group, 
joined then and at two o'clock in the laoming the CACAPON from the West- 
ern Group, caaie over the horizon. As soon as the CACAPON Joined the other 
shipe, she coaBaenced fueling tue SENNET« While in the midat 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 rendeavou* 
position as planned. Hie weather which had forced the FrilLIPPlKE SEA 
to slow from her previous 20 knots t».) days prior to the rendezvous, had 
not iaproved and it was impossible to .Launch the six Ritf) aircraft that 
day. While waiting for the weather to L-iprove, all ships with the ex- 
ception of the PHILIPPINE SEA were fueled from the GACAPON.  The SENNET 
was dispatched to scout the northern limits of the ice pack between 16£>0 

W. and 175° W., and provisions and mail were transferred between ships. 

Suddenly, during the moming watch on the 27th of January, the 
ice in the Bay of Hhales started to crack. During the night the wind 
had increased to 20 knots froa the east south east. By 0700 there were 
occasional gusts up to h$  knots and snow started to fall. The recall 
signal was sounded and once again the ships pat out to sea. While 
getting underway, the wind forced the MOUNT OLIMPUS against the bay ice 
with such force that she sheered two rivets and opened a seam, star- 
board side frame #66, letting in about 200 gallons of water per minute. 
This was soon brought under control. Once outside they steamed slowly 
into the driving snow, maintaining prsition off the entrance to the Bay 
of «hales. 

On the 28th of January the weather abated somewhat, enough so 
that the IANCEY was able to stand into the Bay of Whales. Once inside, 
the IANCEI found that conditions were not favorable so she hove to in 
the bay to transfer men and supplies to the Base Camp. As soon as this 
was done, she again stood out to sea. The following day, weather 
conditions improved still more and the MERRICK was ordered into the bay, 
to moor to the ice, which she did at midnight. Meanwhile, the Command- 
ing Officer of tbe Base Camp reported that conditions on the airstrip 
were suitable for landing aircraft. To the north, the PHILIPPINE SEA 
had been lying to in the vicinity of Scott Islmd waiting for favor- 
able conditions to launch the Rii's. At 2330 (XRAY) on 29 January 19ii7, 
the first two RiJ)J3 took off from the carrier bound for Little America. 
Not only was it the first time that a plane as large as an RI4D had taken 
off froa a carrier but it was the first tine that any airplane had ever 
taken off from a carrier with a combination wheel-ski arrangement. In 
the first plane, the Officer^in-Charge of the Antarctic Development 
Project, Rear Admiral R. E. Byrd, USN (Bet.) was flying as observer. 
The take-offs of the first two planes were successful and for five and 
a half hours they ccntinued their way southward. They passed over the 
ice breaker N0RTH1SIND which had been stationed at the midpoint of the 
flight. Strong head winds were encountered all the way down. Finally 
at 0^00 on January 30th, they were sighted from Little America and at 
0528 the first plane landed. 
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As soon &s  the news  of the EUCCOSS of the first flight was 
received «board the carrier, preparatione were made to launch the 
regaining four planes.  The first plane of this group took of! at 
08ö0 and shortly thereafter all the remaining three were airborne. 
The same strong headwinds were encountered enroute. About 200 miles 
from Little America, the laat 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 so the astrc 
compass was of no use. A short Hfaile later its radio stopped function- 
ing and many anxious moments were spent by those listening both at 
Little America and in the FHILIPPINS SEA. At about 1332, the first 
three planes of this group landed on the snow strip at Little America. 
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 
lli.06  they landed. 

While the planes -rere enroute to Little America, the MOUNT 
OLIMPUS stood into the Bay of 'fthales «nd 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. At 165>0 the MOUNT OLYMPUS sounded the 
recall and an hour later once more put to sea. It was necessary to 
leave the MERFJCK 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 entrance to the Bay of Whales, the barometer had dropped 
to 28930. 

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 
continue unloading. The next day, the 31st of January, the MOUNT 
OLYMPUS entered the Bay of Whales to transfer personnel, and stood 
out again. All that day and the next, she lay to outside and finally 
about noon on the 2nd of February she re-entered and moored along 
the pcrtside of the MiÄRICK. From the 2nd of February until the 6th 
the ships of the Central Qroup stayed moored to the ice in the Bay 
of Hlhales. 

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 
night mean that the entire Central Group would be caught in the 
ice and have to winter over, which they were not prepared to do. 
All day on the 6th, last adnute 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 OLYMPJS 
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,  AXter clearing the entrancej the 
formation headed for Scott Island. 

To the north, the USS BURTON ISLAND was steaming steadily 
southward to Join the Central Group.  The evening of the 6th in 
Latitude 6ö0 38' S., Longitude US    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 Öth in 
Latitude 69° Uo' S., Longitude 170° 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 
Koss Sea considerably improved, but with much new ice forming. Frogress, 
however, was not difficult. Rendezvous with the BURTON ISLAND was made 
at 0005 (XRAY) on the 10th, in Latitude 70° IV 3,, Longitude 179° 02« 
L* After the BURTON ISL4ND joined, the Central Group entered heavy 
pack, still on a northerly course with the two icebreakers 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 
period was generally bad, with frequent snow fall and low to very low 
visibility. 

On 12th of February, when almost within sight of open water. 
Task Group 6Ö.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 ships proceeded through a well defined 
lead, first to southwest and then to northwest. The wind increased 
to about 30 knotw with gusts up to U5 knots.  'hile proceeding through 
the pack, the DERRICK 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 maaoeuvering 
to free the ships from this position, a strong gust forced the MERRICK1s 
stem down upon a heavy floe, brerücing her rudder stock. She was 
taken in tow by the NORTHWIND. rtith no steering control in the ice 
and high wind, she became unmanageable and was cast off. During the 
night the VffiRRICK drifted northward with the wind, while the NORTHWIND, 
operating to leeward, cleared the ice from her path. In the morning 
the wind abated and she was again taken in 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 BURTON ISLAND 
reversed course to rejoin the NORTHWIND and UERRICK. 

By 1100 the following morning, all ships of the Cental Group 
were clear of the pack. 
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ks  soon aa the Chief of Naval Operations received the report 
of the loss of the UKRRICK's rudder, the fleet tug CHOWANOG was ordered 
to proceed from Pago Pago, Soaoa to the Antarctic and report to CTF 66, 
By 20 February, it was apparent that this vessel could not intercept 
the NOFITHWIND and MERRIC-K before these ships would arrive In New Zealand. 
Consequently, the CH01AN0C 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 tewed the iffiRJUCK to Port Chalmers, New 
Zealand, accompanied by the YANCEI. Qaroui^, a 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 
Comnanding Officers of the NORTHWIND and iffiRRICK. Finally on the 22nd 
of February 19U7, the three vessels arrived at Port Chalaers, where 
installation of a temporary rudder on the MERHICK's old rudder stock 
was undertaken. Repairs were completed on the 21st of March, 19U7, 
at which tijne she departed for San Diego, California. The MERRICK 
arrived in San Diego and reported to her type commander on 12 April 
19U7. 

THa  MOUNT OIZMRIS remained in the vicinity of Scott Island 
while the BURTON ISLAN'D, with the Coaaaander Task Force 68 on board, 
eteaaed southward to McMurdo Sound. Drygalski Ice Tongue was reached 
the aoming of the 16th of February and McMurdo Sound entered that 
night» Once in the Sound, the weather became unfavorable and the ice- 
breaker was forced to lie to for two days until it Moderated. On the 
20th, the BURTON ISLAND'S helicopter made a flight to Cape Andtage 
and landed near the hut that Scott had built there in 1901. The hut 
was in reaarkaJbly good condition and after spending a short time there, 
the helicopter returned to the BURTON ISLAND. That afternoon, a second 
flight was Bade to photograph Scott's camp site. While making a Isiding 
near the hut, the tail rotor of the helicopter was damaged and the plane 
was unable to take off again. The crew of the helicopter found in the 
hut a aledge that Scott had used some US  years before« The sledge was 
still in good condition. Using it, the crew returned* to the BURTON 
ISULND over ten miles of ice, obtained the parts necessary to repair 
the tail rotor, and returned. Once back at the hut, the repairs were 
made, and the helicopter flown back to the BURTON ISLAND. IJiat sane 
afternoon, the J2F aircraft took off and an ice reconziÄissance flight 
of approximately 100 silas was aade.  The FJRTOH ISLAND departed 
Ifcllardo Sound for Little America on 20 February» 

The »oming of 22 February 19U7 the BURTON ISLAND arrived at 
the Bay of Vhales and commenced evacuating personnel of the base 
camp. The evacuation was completed and departure taken for Scott 
Island on 23 February 19a7. The pack was cleared on the 25th, and 
on the 26th rendesvous was made with the MOUNT OLIMRJS which had 
remained in the isnediate area since clearing the pack on the 13 th 
of February. The Officer-in-Charge, Antarctic Developaents Project, 
the Task Force Goaaander and the majority of base samp personnel, 
transferred to the MDUNT OLXMPUS. The BURTON ISLAND then headed for 
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Wellington via Port Chalmers, New Zealand, and the MOUNT OLYUPUS for 
Wellington direct. 

On the 5th of March, the MOUNT OLYMPUS was joined by the 
IfORTHWIND, Thla  vessel had been engaged in the collection of 
oceanographic data since hoi' departure from Port Chalmers. As 
many stations as possible were occupied and a survey of the Antipodes 
Islands was made. Later on the 5th, the BURTOH ISIAND got under- 
way at Port Chalmers and joined the formation the next day. The 
three ships arrived in Wellington on the 7th of March, 19liJ* 

The MOUNT OLYMPUS, NORTHWIND, and BURTON ISLAND departed 
Wellington, New Zealand, on 1U March, 19U7» The MOUNT OLYMPUS sailed 
direct to Panama and then to Washington, D» C. She arrived in Washington 
on the li^th of April, The NORTHWIND and BURTON ISLAND proceeded in 
coapaay as far as Pago Pago, Samoa. From th^re, 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 corcraander on 31 March« 

The IANCEY left Port Chalmers, New Zealand on 5 March, 19U7 
and arrived at Pago Pago, Samoa on the 11th 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 lU April. At Pearl Harbor, she 
discharged her tow and her cargo and sailed for Port Hueneme, Calif., 
arriving there 2 May, 19147 and reporting to her type commander on 15 
May 19U7» 
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RESTRICTED 

INTRODUCTION: 

This narrative is quite long. It Is taken from a de'-ailed 
diary iihich tried to cover every form of operation as it afiected 
the coramand. It is intended especially to show the importance of 
weather in such operations - in any naval operation, and perhaps aid 
the reader to understand a little more clearly, some of the intricacies 
involved in carrying out tnis most interesting assignment. 

Task frroup 66,2 started to take shape in late November 19U6 
on the West Coast, when U.S,S. CURRITUCK (AV 7) and U.S.S, HENDERSON 
(DD 735) reported for duty in San i>Lego, and the U.S.S, CACAPON (AO 52) 
reported in San Pedro, 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 ship 
days, although the crews were not recruited from grog shops and jails, 
but on bended knee in staff personnel offices. The only incident occur- 
red when the H03S 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 also included U.S.S, IANCSY (AKA 93) which sailed 
from Port Hueneme. The U.S.S, DERRICK (AKA 97) was delayed until 5 
December to load more pierced plank matting for the atr strip. All 
vessels proceeded expeditiously to their assigned tracks, 5?0 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 bottom to increase our hydrographic knowledge of little 
known areas. The MERRICK and IANCEY 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 doubtful" notes now on hydrographic 
cnarts. 

On ^ December received a dispatch from VX-3, advising against 
installing skis on helicopters. The ski was prompted oy imagining 
what would happen if a 2^- 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 rotor blade. Äe decided to make 
plywood boards to place under the wheels if a landing was attempted 
on the shelf ice. The rotors would be kept swinging until these 
boards were placed by one of the crew. 
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Hhen opportunity preaentod we flew the 1X)3S; the pilots' skill 
improred 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 U December CACAPON wiped a main shaft bearing and slowed to 
U 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 C1CAP0N and HQIDERSON were doing well. On 8 December the 
CURRITÜCKS1 starboard main circulator bearing wiped, and slowed the 
ship to 9i knots for several hours until it was repaired« Also Davy 
Jones cane up the port hawse pipe and initiated crossing-the-line 
ceremonies, and goings-on commenced« Crossed the equator at 08U0, 
9  Docember« Straightened out communication problems with the flagship« 
On 11 December HENDERSOH fueled from CACAPÖN« 

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 Marquesas1 high mountains many miles at sea. The flat atolls of 
the Tuamotus were a little closer before the radars bounced their waves 
off the coconuts« It took the sonar equipment of the DD to pick up reefs 
and beaches which were visually indicated only by green water when 
uncomfortably close« With electronic gear these islands are navigable 
at night or in thick weather« Die minimum depth through the Tuamotus 
was 630 fathoms« altering the Marquesas we raised a sea-mountain 
"hogback" heretofore undiscovered, whose soundings rose from 1800 to 
360 fathoms in a half hour and then gradually 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 net too 
impressive, but not bad considering green crews and different type ships« 
Detached IANCEY to join MERRICK, and TG 68«2 fanned out once more on 
separate tracks to continue soundings« CÜRRITUCK and CACAPON remained 
together during the night and fueled in driving rain and rough seas 
next morning« 

On 1U 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 1^ Deceniber 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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of the snorry 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 maae a wire 
recording of 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 22i4l and stayed 
just under the horizon. That meant no more star sights for many a 
moon. Meanwhile the CACAPON had to slow down in joining us because 
of a blown boiler gasket. 

The sun rose soon after midnight. Not much sleep this night; 
it was all too interesting and spectacular - actually I believe this 
was the most interesting period on the entire trip. It was calm and 
clear. Hie red sunlight striking the chalk-like tabular icebergs, 
with their green and blue caves and watenines, 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*1; the situation looked like duck soup. We were hardly 
rolling. We could throw the barometer over the side as any relation 
between it and weather was a coincidence» No roaring of the forties, 
nor screaming of the fifties and sixties, and now sunlight all day, 
and perfect calmi It was too good to be true. We dstached the 
destroyer to proceed to station 300 mil es 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 before Christmas we commenced our first opera- 
tion. It was like taking candy from a baby; but we had no weather 
stations to our westward 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 and 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 "littie" 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 came 
the HENDERSON from the east. She had been caught in a cul-do-sac- and 
WQ  had passed her during the morning. She now, almost sheepishly, 
continued westward. We also flew our K03S 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 nad been a long and exciting day. 
Now it waa Christmas Eve, and we rigged trees, arranged presents, and 
the Chaplain held divine services in a very cold hangar. At 223U 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. We 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 U00 tons, 
wooden, and flying the "MacArthur flag1*, 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 is getting a little worried about her fuel - 
she is down to 112000 gallons. I belies she feels rather lonesome. 

The CACAPON reported her port pinion gear bearing wiped, and is 
making 6 Knots. We had a bit of a scare with our H03S today when we 
were shrouded by a heavy fog bank shortly after he had taken off. \'ie 
recovered him, but we learned (1) you can't spot a helicopter over the 
icepack on radar, (therefore we decided to install IFF 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 
neggbeatern should be used only in contact weather. 

We put the other PBM over for test flight in ü6 December; rendea- 
voused with the CACAJPON, and started to repair her radar which was 
broken down. The P3M rehearsed the controlled approach system. The 
hoisting operations wsre greatly improved. Next day, continued fog 
and low overcist. 1he tanker's radar and bearings were repaired. 
Meanwhile I had called the destroyer m, and had a bad time finally 
making the rendeavous. The RI)F 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 success. We learned that in case of a rendezvous, 
establishing it at the edge of the ice pack eliminated much guess- 
work. We used the FBM RDF's on the 1'antail to check the ship's RDF - 
and they were quite accurate. At this time we discovered the afore- 
mentioned closed loop on the foreyara, and its removal restored normal 
BIS1  operations. To make sure, the AV compensated her RDF on the DD 
as it came over the horizon, through the solid fog, checking against 
the radar. The DD finally arrived in our vicinity in the late after- 
noon with whistles blowing. She was ordered by TBS to fuel from the AO, 
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This was clone entirely by electronics, as she did not sight the tanker 
until she was several hundred verdc ^57» Fueling was accomplished by 
the alongside raethod. We tracked this entire display of electronic 
seamanship by radar. The only trick is to be able to distinguish a 
tanker froar 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 lod the CACAPON in toward the pack for fueling. 
5bout 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 PfCCLIi-PINE 
SEA later. Our radar can now pick up the pack at U000 yarns, and 
improving* By this time we realized the traaendous 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 n^ Op Plan, to agree with TFC's instructions on 
operating PBM's over the continent. Our weather ships (the DD and AC) 
were sending in nice weather reports every 3 hours; things were shaping 
up. 

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 iuay 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 21* hours a day. 

Sent a dispatch to my group with pointers on "boating in the 
Antarctic19: 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 of our arrival 
for the rest of 19U6. 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 öome 
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 flight were (a) RDF bearings (b) ADF in the planes 
(c) radar (d) TE/JG  (e) visual sigb/ving of edge of pack and following 
east or west until meeting ship.  If there is a high overcast, the sun 
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(or astral) corapas<s is uselessj if there is a very low undercast cr 
fog, drift cannot be taicen and the ice pack may be missed, unless 
spotted by plane's radar, With oar Sperry gyro compasses precessing 
badly and the mapnetic compasses useless the situation was none too 
good. Oar plar.jj cried to anticipate every emergency, and as a last 
resort, in case planes returned 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 cilternate airdromes 
(destroyer or tanker, both of which were equipped to fuel, care for, 
and tow PBU's). If the water became very rough, it was plan ted that 
the pisne (a) land in lee of ice pactc or large berg (b) land in a 
slick prepared by tne tender steaming at 16 knots (c) use alternate 
airdrome« 

Other questions to decide were: whether the PEM's should fly 
above or below the overcast, and what to do about icing on the planes, 
Wa 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 accumulated ice 
evaporates and the astral compass can be used* 

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

The new year found us in latitude 6U-17S, 161-1UE« 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, 'fhe ceiling lifted. We sounded flight 
quarters, and at 1317 hove to and began launching operations. The 
first plane got off but the second plane was rammed by boat and had 
to be hoisted back on board« We thgn again moved east. This was our 
first lesson on how to find good weather - move east with it when it 
comes. The conmunications with tne 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 I0« At about 19US  we met snow flurries, then light scud at 300'- 
hOO", Since tne sun was getting too lovf for good photography, the plane 
was recalled.  At 20^0 hove to and received plane. The plane reported 
heavy precessing of all directional gyros.   Found the Balleny's half 
exposed and photographed them and almost reached the ccntinent before 
it was recalled« This flight helped restore pilots1 confidence- which 
had been shaken by the loss of George One, 

A new angle to weather reporting; the aerologists reported that 
the New Zealand and almost all Australian stations shut down weather 
reports apparently as a result - or in anticipation of New Year's 
celebration. They simply said "We're shutting down" and that was all« 
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Launched the H03S Tor a flight of eeveral hours to Investigate 
the pack. He reported great difficulty seeing us from 900' i»hile we 
saw him plainly at all times. 

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

Hfe 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 felt umch happier. Both planes flew to the Ballenys 
and fron there they proceeded to the coastline. The coast was souped 
o^ar 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 
enthusiasm 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 for the CACAPON which also started toward the DD. Each ship 
was ignorant of the other's position and had to do a little comnunica- 
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. 

fie noticed some strange light effects about us. Under certain 
conditions icebergs look exactly like land. This occurs not only when 
the berg is silhouetted but also under certain conditions of overcast 
and direction of the light* The caves look precisely like earth. Time 
and again whale spouts were reported by lookouts as black smoke. 

'•Ye decided to keep the time on minus tw&lve zone; thus as we 
move west this should keep 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. We learnea later that these remancable creatures can exist 
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happily hundreds of milea from the closest piece of "dry" ice, or land. 
Taey are truly more fish than fowl. 

The electric gyros are even more disturbing. On a bench teat 
one precessed 32° in one hour. Examination revealed that the leads 
were apparently reversed. A check with the same gyros on the SOC's 
Taring disclosed that they functioned perfectly. The leads were 
corrected on the bench tests and the gyros ran properly,  ^"his handy 
bit of information was sent to the Eastern Group5 all our leads were 
corrected, and our troubles ended. BuA.er was informed of this mistake 
which was apparently made at A&R Norfolk. 

Another bubble of polar air overtook us on the afternoon of the 
Uth, and we launched planes. Another lesson was learned at this time - 
if there is a chance of flying the planes should be kept irarmed up. 
Vrhen we finally decided to fly, it took two hours after flight quarters 
were sounded to get the first plane warmed up and over the side. This 
time It was souped up over the Ballenys and the planes went directly 
to the continent, and started mapping in earnest* On this trip we 
started the reference point system of position reporting, A point was 
selected on the map as point "Y" or H?B 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. 
Corrrounications were poor-apparently the assigned frequencies are not 
good. The frequent posits and weather reports seem to take all the 
attention of one pilot. The navigators are unhappy about 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. CoiiKir. Bunger. 
Every item I carried on that trip, from flying boots to parka and hood, 
was government issue - even including bridge work. Every tiling was good 
stuff. The flight was a routine affair outwardly, but it was hard to 
forget the tremendous strides between the Silkes üxpedition of a 
hundred years ago and this comfortable flight with all the enöoymants 
of home. The acme of the experience came when I bit off a piece of 
nicely cooked steak, looked over the sida, and discovereo a brand new 
glacier, never before signted by man. 

Along the Continent we noticed an "inland waterway" extending 
as far as the eye could see. Sometimes it was c 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 its small 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 -it best. A megnetometer survey may eventually, be 
necessary, as well as close-in coastal survey by ship, 

The  charts furnished 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 of 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 between* 

The visibility here is phenomenal» It was usual to see one 
hundred miles of "coast" in each direcLion, and with glasses we 
could see mountain ranges 200 or 300 miles away. let as a whole, the 
terrain was featureless; to seaward was the loose pacK, water ana ice, 
with occasional large in-ice lakes; the amount of ice thickened as it 
approached the continent, until it reached the "inland waterway"; then 
large fields of solid ice occurred; then perhaps some tidal cracks; 
old icebergs scattered -over the sea area, surroonded by various types 
of pack ice; then the doubtful area where the surface rose gradually* 
Not until a nunatak or mountain was sighted ware you sure it was actually 
land* The ice cap rose gradually, and we never were able to determine 
where or if it stopped rising-. We penetrated to places nhere the 
altitude of the icecap was 9^00' and still rising* 

lith such a landscape, it was difficult to determine where one 
had flown on the reverse track along the coast; we were supposed to fly 
on tracks 20 miiss apart, but it was virtually impossible to tell when 
one was 20 miles from either the coast or the previous 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 ho^rs previously, near the 
c oumencement * 

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 quite 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 big change* in drift* 
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fcll hands were very busy in tne plane; no place for duds in 
this business. There was hardly time to eat or ^ook.  To add to the 
excitenient, 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 completed 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 came out beautifully, 
with plenty good long shadows. The moon was just above the norizon 
to the north at this time. 

At the ship trie plane descenced through a layer of icing cloud 
and landed in the relative darkness beneath, at 25 minutes past mid- 
night, »Ve had now mapped the coast from Smith Inlet to within sight 
of Marson's explorations near INNIS glacier. 

The communications problems are approaching solution, especially 
since CTF 60 in a dispatch, allowed us to use some better frequencies. 

Here TFC ordered us not to proceed westward, as we had planned, 
as he might require 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, Vte had recently instituted these measures, 
and fuel expenditures henceforth dropped rapidly, ste lay to, awaiting 
further instructions. 

At 0Ö30 6 January we headed eastward at 10 knots to be avail- 
able incase TFC needs us. At this time we started giving thought 
to the possibility of a rBM 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 planed 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 for 
jettisoning, feathering, dimping gas, and thus get over coastal mountain 
ranges; (U) dump just enough gas to reach coast, if necessary, and land 
in open water; (5) use radar to locate water, if there is an undercast; 
(6) if landing 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 so as to effect repairs; set up antenna on ice for comnunications, 
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 also engine heaters. 
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Each plane carried single engine performance curves, and a 
jettison bill was made up and kept posted, so crevr 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 follow 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 to 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 
degree, to tell if a water area were fres from growlers» 

At 135? on 7 January we crossed the Antarctic circle at 171 E 
steaming southeast at 10 knots, still awaiting orders to assist central 
group» Made 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 to launch planes to determine depth of ice pack along 100th 
meridian, make summary of ice conditions, locate open leads, and if 
possible look at Bay of Whales. Upon receipt of this message we raised 
speed to 15 knots. The aerologist estimated a cold front to lie to 
southward of us, and advised that we cross this front before launching. 
Requested weather from ÜOTJÜT OLYMPUS and SENNET, and statea "We will 
launch earliest**. TFC stated no urgency for recco, be sure conditions 
were favorable. We stayed to westward of SENNET so as to spread our 
weather stations apart and have an alternate seadrome. The SKIT,,El's 
weather reports we.-e initially unsatisfactory. Their importance to 
us was pointed out and from then on their reports were perfect, much 
better than we expected a submarine could do. 

By now we had learned that best aircraft comtininications were 
obtained by using WJx kcs out to 350 miles, then shifting to 6U30. 
After this system was adopted we rarely lost touch with planes. 

We received a dispatch from BuAer which corroborated our find- 
ings that the Sperry gyro leads 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. 

Cosaents on requirements for future meteorological aids to 
flying here:  (a) complete weather service from Australia, New Zealand, 
etc. to track incoming lows and fronts (b) local ships' weather reports 
used to maatimm  including whalers (c) In-flight weather reports from 
aircraft (d) Steaming toward good, or away from bad^weather - usually 
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eastward (e) Weather recco plane in direction of oncoming ireather - 
usually to the northwest. 

About 1500 Ö January, things looked up. Good weather was 
reported over centralg:oup. It was decided to launch planes. The 
first plane made a recco flight to NW. Ke very quickly ran into 
lowering ceilings and acud. The wind shiftea to north, B-l remained 
in the vicinity for a further look at the weather. Meanwhile B-3 
popped 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 SOG 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 CIJRRITUCK was able to talk with MOUNT OLYMPUS at times on 
3265 voice, over 200 miles of ice pack. The decision to keep the PEM 
near the ship was fortunate. Hoisted him on board at 2015 and very 
shortly the ceiling was almost on the water« The pilot reported that 
the magnetic compass was behaving quite normally since we had moved 
away from the magnstic 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 1005 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 for 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 permission 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 sonae to determine the thickness of cloud layers above us so as 
to know how much icing our aviators could expect in climbing through. 
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Lt. Coradr, Clarke, the bull aerologlat, mentioned a Jap device that 
measures light intensity. Cloud layers and thicicness are thus deter- 
mined more accurately than they can be by using radio sonde. Several 
of our radio sendee froze up on us, reaching a low maximum altitude» 
The boats also interfered with radio sonde. 

TFC advised that we BOT« 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 
emergency landing in a large lake near TG 68»1, etc. The weather 
continued bad all day of 10 January. 

It 0U0O of" the 11th sounded flight quarters. Patchy fog sur- 
rounded the CURRITUCKJand SBJNET was clear. Locally it looked worse 
than on the three previous days but HOW we were ready to use the 
slightest excuse to fly. kt 0602 the first plane was off. The only 
JATO failure of entire trip occurred on this take off. Next plane 
took off at 0707 between fogbanks. At 08U5 TFC ordered the planes to 
return to base. The CURRITUCK headed north in low visibility and light 
anew« Both plane» were aboard by 1130. It had been quite a thrilling 
show. B-3 came in over the flagship, on top, but got bad wetather dope, 
and found bad icing and low ceilings over the pacic. The MOUNT OLYMPUS 
gave out an erroneous -ship's heading, which put our planes some 1$°  off 
course when returning to base. Coiommications were good, and the planes 
were on ship's radar from beginning to end. 

We had on board with us Ensign HURD, USNE, who has bean trained 
to get accurate positions ashore, as «ell as take magnetic observations. 
The problem was, how to use his capacities. We certainly needed some 
ground control along that coast to anchor our aerial surveys. It was 
decided to use the H03S to land him on ice tongues or shore when - and 
if - we got close enough, (We never didl), I had him drill in embark- 
ing in H03S with all equipment, and then practice, for speed, in dis- 
embarking and setting up equipment, while H03S kept rotors turning or 
even returned to the ship. We estimated the weight and planned the 
storage of survival gear he should 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 t ake reason- 
ably good sights with sextant while sitting on the water. If there 
were large inland beys this method would be fine. They were rather 
scarce however, and there was also the thought nwhat 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 "contact11 or "Closed*1 conditions - no "instrumant'1« I pointed 
out that we can start flying under instrument conditions, as our planes 
and pilots are now well qualified for it. We had to learn to combat 
icing and low ceilings, use alternate airdromes, etc. The pilots, I 
learned, are still feeling the effects of the PINE ISLAND lost plane, 
and it affects their worK 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 improvement, 

I requested MOUNT OLIMPUS 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 UOO1, 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 0LY>£FJS by parachute, but 
they (wisely) wouldn't let him as it might foul their complicated 
rigging or necessitate sending men off over the pack i^e - and the 
ships were then underway. 

TFC answered my dispatch on low fuel situation. He ordered us 
to use diesel, of whicn 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 &arch and that the ships would arrive in Sydney with reserve 
fuel on board, and that CURRITUCK would bum diesel. The present 
average dally fuel consumption is: CACÄP0N 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 0300, At 
the same time we received the wonderful news of the finding of Georgs 
One and 6 survivors. After weather report from H0ÖNT OI/tMPUS showed 
improving weather we put the planes over the side. Both were ir: air 
at 1.21^0 after a small engine casualty. Followed planes for 90 miles 
on radar. Flew H03S for ij hours to obtain low altitude tempera- 
tures and humidity readings for our two scientists. Also flew SOG to 
scout ice pack and weather to westward. 

The planes returned by 1Ö37, with another slightly wild tale» 
The ceiling over MOUNT OLYMPUS 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 rorced them almost 
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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 Kagnetic compasses are all AlWDL as the south 
magnetic pole is only a short distance to the southwest. Our noon 
position was 6u0-5VS, li*80-3l4«E, 

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

1 wrote a letter to the Naval Attache, 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 ionospheric disturbance* 
Wo can only hear the Japs and our Task Group, but are able to copy NSS 
continuously on 10 Kcs* 

We are only 08 miles fro» 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 leeward for as auch as a mile« An albatross landed on our fantall 
for a blow* 

Hext day was a heartbreaker. The fog broke up about 0600, for 
no reason at all. Then it became evident that a wedge that had broken 
out from the continent had become a "babble1* or small high« It became 
a beautiful day, but bad swells from NW made operations too risky» We 
noticed a heavy concentration of shrimps about the ship. We'd drifted 
down upon a great mess of them* They turned the water reddish brown, 
and were packed almost solidly* They averaged 1^" long,were reddish 
and transparent,with 2 beady black little eyes. This apparently is 
the staple whale food. We noticed great schools 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 rations from the 30 days we 
are now carrying to 2 months' supply. Re also directed planes to 
return to the ship when low visibility over the target area obviated 
the possibility of a successful mission. 

By 2100 I? January, coanunications were returning to normal, 
and traffic was getting 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 0026 next morning, and sunrise Ol43B, 

The weather continued bad all of the 18th and 19th, Our current 
is setting us 2U00 at l.U 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 tlian the 
one that sets ice floes and ships. The weather reports gave the faint- 
est indication of a "Vedge" (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 h&v© 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 area to be the best area for hundreds of miles in either direction, 
both from past performance (there were U perfect days just before we 
arrived here, as determined by destroyer and Jap weather) and because 
it is the nearest point to a large stretch of uncharted coast. I'd 
hate to miss this piece of coastline. Also, there is no reason 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 anejBoaeters to read 10 knots low. Already our course was 30 to 
UO 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 Jtt of ice was removed. 
At 1700 the swell was still prohibitive and a strong SE wind was kicking 
up^so flying was cancelled for the u&y. The "wedge" arrived^ and it 
was merely a question of whe^her 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 headea toward us. We made all preparations for early hoist- 
ing. There was some swell but it was not too bad. Things looked good. 
Then, after getting a boat in the water preparatory to hoisting out, 
the port craie broke down. We 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 t-he crane» 
By tnat time a strong wind from ES£ 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 worae. Meanwhile, wtien we came about at 122$ to head south, and 
bucked a UO knot  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 intarnal gear 
box« Our #1 eggbeater was cut of commission for a long while» 

The wind kept up strong all 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 rapid 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 
^ hours1 notice during flight operations, 

TFC told us to get the CACAPON to rendezvous 2U 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 mail! 

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 realized what a blessing it was 
that we were preventea from flying, «L. it would have been a bloody 
mess if we'd have tried 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 doing. 

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 0>19. All planes were in the air at 0Ö15. 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 1300 
gallons and took off in an incredibly short run. The CACAPON came 
into sight at 0^30 and transfers of mail and passengers Trere effected. 
At 0930 with all boats on board, CURHITUCK got underway due north at 
8 knots and fueled from the CACAPOIJ, taking ll^OOO 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 COs, I asked him to see if he could swipe some fresh vege- 
tables from the PHILIPPINE SEA (he got one stalk of celery, and ate 
that himself)« He said he'd been blown 30 miles off station without 
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knowing it, due to nis light draft, heavy winds and no sights« This 
accounted for several strange weather reports 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 f hour 
before hoisting and the wind had picked up from 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 yard, 
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 llOOO'. There were also severe and unknown wind 
shifts. Baker 3 had headed due south from the ship. The radar tracked 
him out on a course 16ö0T, thus showing the value of CIC's radar acting 
ajs  a drift sight. Several hundred miles 01 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 only 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 1 have to ride in iti)» The other plane flew 3Ö0 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 snould 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 lot of extra gear from planes, including bomb 
bay tanks - which we'll reinstall later when they are needed for 
really long flights» Zhe gear removed from the plane more than 
compensated for the S3h  pounds of added survival food we were ordered 
to carry, 

CACAPOH reported to CT3 60.1; (PHILIPPINE SKA.) for duty, TFC 
ordered quick releasing safety belts for helicopters, I sent a dis- 
patch to BuAer describing our H033 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 B-3. About 1150 it shoaled rapidly zo US  fathoms - 
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and we discovered "CUHrtlTUCK shoal".  The Captain stopped quickly; 
ordered the nand lead to verify the fathometer and get a bottom 
sample« This was quite a surprise after our long time at sea with 
average soundings over 1000 fathoms. It took some time to man the 
chains. By that time trie 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 is running aground. We followed 
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 2kth we passed a small Jap whaler, perhaps 85' 
long, 150 tons, harpoon gun and all, with MacArthur flag flying. At 
0955 we passed two Jap whale factories. Had I known then that there 
were several United Nations representatives on board keeping the Japs 
in line (they were notoriously rotten whalers) Ifd have sent a cheery 
message - which they'd probably have needed. As it was I maintained 
a properly stand-offish silence. The factory ship had a stern ramp 
and twin stacks - an ugly affair. The other seemed to be a fleet 
oiler type, and was probably the oiler for the group as well as the 
whale oil storage ship. 

BuAer passed all cui questions on the K03S 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 raobs and 
rawins from Central Group as only 7 observations were received out of 
the <£> required. 

The weather lept slowly building up. By night the wind was 
33 icnots from ESE and the barometer was down to 29.10, the sea was 
getting pretty rough. At 2015 we turned west once more. We are still 
crippled by that one plane having a crushed wingtip and tom-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 the PHILIPPINE S2A lost her H03S. 

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

On the 25th, being well fed up with this weather (the wind 
was now Ul knots from ESE) I decided to move westward to 1300E, and 
abandon plans for magnetic and navigational surveys near the magnetic 
pole. We would try to complete mapping the coast from 133 to 151 East 
from the new location. 
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I requested information from the PHILIPPINE SEA as to the 
cause of her H03S crash and data on the rescue, I also requested all 
helicopter spares she brought down which were not needed by other units. 

CACAPON made her rendezvous on time. 

We received 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 took us as far south as any ship has ever sailed without 
entering the ice pack itself. That aftemoon at 2215 we located a 
likely looking bay, in which the swells decreased remarkably 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 65o-09,N 13?0*-05£« 
There was a great collection of large and weather beaten bergs just 
south of us. Th3 wind was now 16 knots from ESE, and the sea was 
considerably smoother. 

Next day, Sunday, things looked 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 1? 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 south 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. Here we had noticed a seal sleeping on an ice floe 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 soon as the breakup was apparent. However, we didn't know 
these bays broke up so rapidly. 
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Water sky »ell inside the pack indicated the presence of 
large inland, or "in-ice", lakes that would make wonderful operating 
areas - if 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. Tftiile I was still pondering this 
interpretation, we ran right into an excellent ice bay, at 1600, and 
sounded flight quarters. Baker one was in the air by 175Ö 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 
troubla') • 

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

V«hat 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 cut in cold weather. Cold 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. 

llonday 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 0026 (delay caused by having to respot one plane 
after repairs}« 

Upon viewing planes' radar-scope photographs, I learned that 
they had not. been handling the scope for best hydrographic purposes. 
I directed planes to change range scale, log picture times, etcj 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 photographed. I also saw some radar pictures 
taken of a PBL' scope while the plane was sitting on the water. The 
picture showed icebergs 5 miles away. 

By 1630 our ice bay had so filled with brash that we had to 
move into the open sea to recover Baker One in a two degree roll. One 
plane had scouted 100 miles 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 
CooDOOvealth Bay with Cook Bay which was our furthest westward flight 
from near the Ballenys» 

After investigating Msingle engine performance on inland flights" 
we deciaed to send pilots in at high altitudes to a position where they 
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could clear a 7500' ice cap, (this nould alloTr a 500' clearance for wives 
and children) whilo on single engine, after jettisoning all gear men- 
tioned previously»  In other words, I proposed sending planes in at 
12000'-l^OOO' and have them proceed 50 miles or so beyond the 7500' 
contour. This will get 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 inland 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 at the coast again - after going 60 miles westward, he 
attempted to photograph west of Porpoise 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 completely on instruments. Since it was 
no use trying 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^ flight was not much more successful. This flight 
got to 68 -lö'S, at which position the elevation 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 Uertz glacier, which showed up dimly in his 
radar pictures. Pilot stated that it was hard to see the horizon 
although tn© weather was CAVU. Baker One 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 Riff near ship; computed 
frequent sun lines and occasional moon sight. We expected the flux- 
gate compass to behave soon, tie  stressed over - the - top flying so 
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as to use the suii^ deterraining 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. 

The nights are getting longer« Sunset tonight is 0055 and 
sunrise is 0628 on Tuesday 28 January« Our noon position was dl^-^S 
12U0-5ilE that date. Temperature dropped a little more to 2? F, The 
weather was beautiful all day although overcast at 2000'. This is 
apparently another polar wedge which is strangely moving westward. The 
sun is shining from rare blue skies and there's a cold 15 to 20 knot 
breeze from off th« pack. We raised our speed to find an icebay as it 
was too rough to operate in the open sea. And at 1U00 we found a fair 
lee, but with much brash. Both planes were airborne at 1631, each with 
1800 gallons gas. The SOG was launched at 17U5 to scout the ice pack 
to westward. 

Both helicopters are now out of commission. The HOS starter 
broke, meshing teeth with engine. This requires an engine change. I 
ordered all speed to repair the H03S, 

This morning we sighted the "appearance of land11 as stated in 
BA Chart 3172. Our plane, in flying over this area yesterday, found 
a dense collection of apparently grounded and domed icebergs, and the 
ship's radar corroborated this. It surely did look like land and was 
a perfect deception. 

The aerologist5explanation of "haze" seen yesterday by Baker 
3 is 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 pilot. 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 k'ertz glacier, taken 
yesterday, show the outlines of ice tongue 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 discen. 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 photogramnetrists. 

The SOC lanied and was hoisted on board at 2U09, 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-homed 
into its cockpit. 

The navigator got his first star sight today since 7 January, 
Our drift was 2U0öat 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 ncrth at 
noon, and having the lows and highs circulating In the "wrong*1 direc- 
tions. 

Both PBM's landed and were aboard by 0005. Baker 3 covered 
th© coast frora 122° to 1300 E and  got ^ 1^^ segment to 6Ö0-.2$'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 6500' when the p?ane was 
only & moderate distance inland. (68-25S at 1250E.) 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 distinguish the coast» 
No mountains were sighted; just some ice cliff. 

Baker One's flight was excellent; it covered the coast from 
112° to 1250E. 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 
see. The magnetic compasses settled down somewhat on this trip. Part 
of engine cowling was lost after takeoff but he continued his flight 
anyway. Char pilots are getting enthusiastic. This plane now goes 
into cneck. 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-aets 
using an amber filter. These pictures show the surface jn. great detail 
although 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 
vanaed up by heaters enough to consideraoly shorten the warm up period 
This has been our finest day, plenty of sunshine - and plenty swells 
and brash ice,  we could have accomplished wonders from an aircraüt 
carrier. 

Our photographers rigged their cameras at sunset (010U) to 
get a picture of the "green flash", that phenomenon of the setting 
sun in a clear atiaosphere. There was a brief green flash, but it 
didn't show up in the colored stills; perhape it was caught in the 
laovies. 

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

A school of whales - at least U - 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 of us. No wonder 
they're easy to knock off. We could easily see their spout mechanism 
working; quite noisy, too. 

The 0000 cloud report was symbolized by a blank circle, which 
means that there wasn't a cloud in the sky. Meanwhile the wind came 
around to the south, the temperature dropped to 2U0, and the baro- 
meter took a plunge from 29*10 to 28.35 by midnight. The weather 
remained perfect, with only scattered good vreather 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 CtTRRTTUCK 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 hour check. By 2000 we found a nice turn in the ice 
pack to Northwest which gave us an excellent lee from SW winds. The 
swell was down nowj we lay to. 

Flight 15, Baker 3, covered the coast from 115° to 127C>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>0E to 
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68° south, where the ice cap rose to an elevation of i^OO' ♦ At. this 
point h© received orders from ae to go in on 1180E. 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 a change was due to a garble in his position report). He 
reported that «bile 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 coa&t 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. Magnetic compasses were improving. The pilot saw 
the edge of the ice pack when it was 100 miles away and sighted the 
CURRITUCK 60 miles away with the naked eye* 

The barometer dropped like a rock and by midnight levelled 
off at 28930, there were scattered tropical-appearing good weather 
cumuli at 1000 feet, wind was 1$ knots from WSW, temperature was 25°, 
humidity was 7$%  and a rippled sea from M. Incidentally I don't know 
how much to trust this humidity business, for with the temperature at 
250F I don't see how there is such a thing aa a "wet bulb". It seemed 
that the air was much drier at times than 60%,  which is our lowest 
recorded humidity. The humidity in the ship is low enough to start 
a fire by rubbing two toothpicks together, due to the heaters raising 
the temperature of the cold air from 25° to 750F. 

On the 3l3t, 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 (29*20), 
The wind shifted to NW 12 knots, it became warmer, and the fog should 
have come in - but didn't. The snow-makers prescribed heavy cloud 
over the continent, especially the coast-line^ Although we had another 
cloudless sky early in the morning, and it remained calm all day, a 
good solid overcast gradually formed, and we even had a touch of snow 
around madday. 

Yesterday's peculiar weather still had the weather -wise 
talking. The combination of very low barometer and extraordinarily 
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. We estimate the pressure at the center of this low to be 
28K>3. In 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 hi  arrived at Little America. We 
were greatly cheered (1) to see the Central Group get started (2) to 
know that soon our mail would start this way. I^ater we heard that 
all six  planes had arrived at L. A. 
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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 glasses plus Wratten filters "A-25 red" the 
best, and "K-l filter #6 yellow1» the next best. I sent dispatches to 
other groups with this information and asked for any data they might 
have« 

CAGAPON reported for duty, rejoining us. 

The CO. 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 
ttsad sackn it would be now to have an. overcast (and no sun) 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 
auxiliary gyro in the 1. C. room. 

Still lying to off our ice cove, on 1 February in latitude 
^-ST'S, 1190-52% with southeast breeaes. We had flight 16 air- 
borne at 0Ö07, but at 0935 the same 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 cowling by dzus fittings; 
we bolted or welded it on, I forget which. He had been unable to fly 
his assigned mission due to solid ^undercast11 (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 öoard at 1130 it was bad enough so that he was damaged in 
hoisting,so that he was dacomni ssioned for the rest of the day. The 
swell stayed with us. I'm afraid we're pretty fortunatei The pilot 
also said he had cloud? 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 licking, making 
their checks and knocking off each time we hoist out or in ~ for they 
all haye  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 little blood dribbling over the stern and the Lien stated a killer 
whale followed them back to the 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 practically 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 cre-ar. 
It was brought aboard in the cargo net, lay about on deck for the creir 
to examine and be photographed with. When faced with the problem of 
feeding it, it was decided to return it to the "beach". 

At 1SUS  underway to westward at 10 knots to avoid the swell and 
prepare for 2~plane operations, ^e had pretty well examined this area 
anyway. CAC4F0M 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 HÜ3S and its repair. 

Continued steaming westward all night. Sunset was at 0123 
and sunrise was at 0739» Sunrise was getting pretty late, so we 
changed from time zone (-)12 to (-)ll today. 

The swell dacreased gradually. We're getting closer to the 
coast aU the time   ; ist about as cloüe 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 ^ubbla*', which 
in local parlance is a ^wedge9 that finally broke of I from the main 
Antarctic high ana is now on its way northward. This is one of the 
main ways in itiich this polar air gets detacheo and gets itself into 
circulation, to eventually form a high« k front had formed to south 
of us, over the coast, clouding it xi|?. Anything could happen. The 
sea was calm but there was much brash ice. It was clearing to north- 
ward. One of the very rare occasions when it was dead calm,was noted 
today. 

CACAPOK enlivened things by suggesting he turn around and go 
directly to BURTON ISLAND, to get a shaft bearto« sent down by ServPac. 
In other words, being half way bacx to us, he wanted to turn around 
and go back to Scott Island. This started a series of dispatches, some 
explosive, which cleared the atr^sphere, brought a coHHunication garr-le 
to light, and kept the CACAPON coaing westward. ISe was able to avoid 
giving the PHTIJPFIKE SSA any oil. This was most fortunate, as will be 
seen later. 

At 1SU0 it was decided that we could fly, the wind shifting to 
south. Hth some swell and no wind the gas load would have to be lignt. 
Both planes were airborne at 1723• Then a fog bank appeared LO the 
west, approaching very slowly. :-ieaded east at 10 knots. 

Baker Three didn't do so well, fie flew over alaost solid 
undercast and obtained very few photos. However, he recorded sose 
interesting altitudes of the ice cap». This plaae confirmed the 
existence of the valley in the ice cap noted in a previous flight. 

: 
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The pilots ailso noted the looseneas and navigability of the ice pack. 
The pxane was talked uo«n in a posrer landing on a glassy sea by 
another pilot on the ship's bridge.  After recovery at 20U6 tne ship 
got underway to eastward again, keeping ahead of the fog bank, B-l 
landed in a clear area and was aboard at 2310. Baker On© mapped the 
coast from lli.0 to 10?0E although he was forced down to UOOO' at the 
westward 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- 
croppings. Apparently this land formed dust that discolored the glacier 
and icebergs in the vicinity« The pilot found what he considered an 
excellent landing field sit« on the shore of this open bay. He came 
down to 1000* and thoroughly photographed the are». The results were 
some of our most spectacular and amazing 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, I consider this as one of our most successful flights, 
and I proposed that this large and beautiful bay be named Kreitzer Bay 
aft«r 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. T/Khy 
a direction finder should act so cantankerous in the Antarctic 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 65, 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 
similar weather, and the HENDERSON running low on fuel, I ordered the 
latter to rendezvous the CÜRRITUCK for provisioning, 

I believe a special rule coulc be used in the Antarctic where- 
by only vessels underway and making an appreciable speed would be 
required to sound fog signals. The CTJRRITUCK, lying to in fog near 
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the pack, lias not been sounding the international signal for "underway 
and no way onn. This would allow no slepp for some of us. With radar 
going 2U 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 Uds noise seemed rather superficial. 

At 13U0 headed NW to clear the local east-west frontal area 
for better rendezvous weather in which to meet the HENDERSON. 

Another little local phenomenon of the local so-called "fog*, 
was observed. The water is 32°F. The air temperature 3 feet above 
water is 260F, 100» up it is 250F, and at 1100' it is i430F, 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 hunddity w&s 
unobtainable. There was an extremely Jarge-crystal-type light snow- 
fall, which indicated a high super-saturation (relative ice). In 
other words, this wasn't real fog; but was cunulus 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 2U hours 
to heat the oil before fueling. 

liVe 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 still souped over. The H03S 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 H03S 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 U February, lying to awaiting rendezvous with the ÜD. 
The CACAPON had been slowed down more by running into heavy streamers 
of pack ice reaching north to 630-lSl, (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) irrvesti sate operations in the lee of a large 
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iceberg (2) check the possibility of making slicks in  rough water for 
PBlil's - i.e» - similar to cruiser's cast recovery. '»Ve planned to use 
the helicopter to fly around 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 boa\ over to take lead 
soundings around a medium berg; no bottom at 30 fathoms anywhere. 

HENDERSON came into sight at li^O and we were soon loading 
personnel and supplies. They have had no fresh vegetables or fruits 
for 30 days and had been rolling heavily, steaming at 3 knots to keep 
frcm broaching. Ke reported that he had rolled 25° continuously for 
one week. Ke reported excellent sonar results - apparently better 
than radar for detecting small ice* He took this occasion to send 
over a "liberty party*1 - or rather, a visiting party. 

At 2008 CURRITÜCK conmenced fueling her on course 1250at 6 
knots, swell from ahead, 20 knot wind from 1100T, and very comfortable. 
At 002;? completed fueling and set course back to the pack at 5 knots, 
until darkness made ic- prudent to lie to for a while. It is new dark 
enough to make growlers dangerous in a seaway. This factor of dark- 
ness versus growlers should be considered carefully in planning släp 
operations in ice areas. 

At 1050 Wednesday the 5th we found a nice ice bay and lay to. 
The weather was not good. Wind up to 28 knots from ESE. At 1230 the 
winö decreased to lii knots. We started flight operations but hesitated 
due to lack of good weather stations (HENDERSON too close), and still 
a little too imch rollt Shortly thereafter the wind picked up and held 
at 20 knots. 

Current 275°, drift ,8 knot. 

Our lessons on "How to fly in the Antarctic11 can be summarized, 
and some of the limitations set down as follows: 

(a) Winds over 1? 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 snip or other planes. 

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

(d) Poor combinations of swell and wind makes taks-off hazard- 
ous for loaded F31i. 

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

(g) Nights are getting longer, and it become? colder, slowing 
up operations and limiting times of takeoff, 

(h) AXter 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, capable of arctic camouflage, armed and armored« 
Perhaps an OßB could be converted along this line. It should be able 
to take a CV right through all this stuff with eases 

Thursday morning we went to flight 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 
knots« 

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 weather into seas» At liiOO the wind abated, as per forecast, 
but heavy swells remained, ILet  6 whalechasers a).together. Every 
now and then we'd hear their harpoon guns booming. At ±300 found an 
ice bay; lay to, heavy swell still running. At 2200 we met the NORHVAL, 
Norwegian whale factory, a twin stacker, (athwartships). He asked us 
for whale information and information on Japs, We answered only that 
Japs broadcast their position and weather on 500 Kcs. Asked him for 
his weatner broadcasts, which he said he would furnish on 500 Kcs if 
requested. 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 RltD's from our deck (obviously impossible at present) and could 
move from west to east, with the weather, we could easily map the 
entire Antarctic coastline and much interior in one season, by starting 
in December from the Weddell Sea, Just find some good "wedges" and 
move east with them* 

The CACAPON 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 2i;0F, the seawater is 300F, 
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Triday the 7th was a fine day.  At 0700 we sounded flight 
condition I, put the boats over; then suddenly the ship rolled k  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 cnecked trim, draft, and all, but could not explain it. 
It probably was simply that the fast moving low bo the north of us 
produced swells from several directions, ana occasionally they got 
into phase; so woula the CUKRITUCK, 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. Current 255°,  3/U knot - ice pack, 
ice bay, and all. 

CACAPON was having more trouble| her teleaotor line broke, 
and she shifted to trick wheel. All this occurred in "mountainous 
waves which ship rode like surfboard««... no damage« * 

Our weather men say they see signs of "autumn1* setting in - 
aore lows and more intense ones, further north, and the air getting 
colder. The swells go right through the pack, rolling us frequently 
as nach as 7°. We hope this beautiful weather will last another day. 
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 0000 we gave up all thoughts of flying and headed eastward 
at 13 knots to rendezvous CACAPON, to expedite fueling« CURRITUCK is 
down to 50% fuel. 

The HENDERSON rolled k50  last night (we Ißarned 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 12U0 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 CACAPON headed west to fuel HENDERSON« Told him to try to inter- 
cept South African weather on his teletype, as he'll be UOO miles 
closer to Africa than we will - and we have no teletype in the 
CURRITUCK. Incidentally, it would have been a blessing to have had 
one, so as to be able to get orders to officers and more press. 
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It 2100 came east at 5 to ? knots, barely making head-nay in 
hi^h 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 US  knot 
gale, and very comfortable. CACAPON preparing to fuel HENDERSON to 
westward. 'The barometer has dropped from 29920 yesterday to 2ÖB85 and 
is now rising again slowly. 

Our weather wizards put together the reports and stated that 
a 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 "surfboard11 with a wedge, then back-track 
through two or three lows to the westward, then ecoot eastward 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 headed 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 stem 
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 for an operating area. Planes are all equipped now with Skis, 
boots, crampons, raukluks, sleeping bags, tents, etc., received from 
PHILIPPINE 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 books 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 
recommend 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 darkness to blinding glare. Then throw these 
aviators in there for a straight 2h  hour stretch with this equipment 
and let them light their way through - 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. l§  reasons for this are:  (1) The Central Group 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 goodi 

The next day was much better, a beautiful day, just scattered 
clouds, and we found an excellent and large ice bay at 0700. Both 
planes were in the air by 1000, each with 2200 gallons of gas. tfind 
was WSW all day, 12 to 20 knots; temperature dropped to 2h0» 

CURRITUCK compensated her compasses during the day, and tested 
her Sn  battery, including successful 7 gun salute to no one in particu- 
lar, but in preparation for oar liberty port a month hence. HEKDERSON 
repcrteü excellent ice bays to the westward of us. She fueled to the 
hilt from CACAPON, 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. 

Received dispatch from TFC indicating his great interesi. in 
the landing field site, discovered by Lt, Kreitzer at 109oE, ana 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 
operations are desired now would be the best time to investigate it. 

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

Some confusion cropped up between the ship and the planes 
today, Eacn day of flying I issue missions for one plane or for two, 
specifying the priority of importance of missions. Usually planes are 
ordered primarily to map the coast, arid if unable to do that, to get 
certain inland sectors up to tne 6000' contour, with flight lines 60 
miles apart (30of longitude in this area)-. Today Baker One was to 
map the coast to maximum westward yith an inland segment as alternate. 

Annex I-(b) - 37 ~ 



RESTRICTED 

Baker 3 had a small coastal sector plus an inland one. He weathered 
up and requested penaission to change mission, I gave him a new 
sector and part of Baker One's coast to map, and then ordered Baker 
One to trace tne northern limits of the Shacideton Shelf Ice on return- 
ing from the west. It was all finally accomplished with somo duplication. 
There happened to be so much of interest to s hoot that any duplication 
TTon't hurt. This again illustrates the difficulty of changing missions 
in the air. 

By ISUS 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 cliff 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 soiae good colored 
photographs, B-l also flew west and found Mt> Gauss right in position 
but most of the coast between the Shelf and this mountain is shown 
considerably out of position, A new glacier was discovered at Ö80E. 
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. 

Baker 3 found DENMAN Glacier area quite different from that 
on the chartj found new nunataks east of there along the coastj went 
inland 75 miles to ice cap altitude of 6000*; found some 5000' mountains 
near the 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 ha/e aroused keen public interest. 
So, getting publicity minded we dug up a young enlisted news correspon- 
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 ceiling dropped to the 

Annex I-(b) - 38 - 



RESTRICTED 

masthead. Apparently wo were under some influence of the Shelf Ice, 
Just to south 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 continental) 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 westwara« In fact, we're beginning to think 
this is a fine flying area. We passed one beautiful ice bay after 
another. 

I told the AO and DD to move west at speeds.up to 12 knots 
and to keep station on us, I have stationed the AO kOO miles north- 
west of us now, the DD is remaining 300 miles west« The Task group 
was instructed to keep whatever 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 50oE, 
arriving there by 17 February. 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 eastward at 150 
miles per day to obtain continental penetration, re-photograph poorly 
mapped^coastal regions, investigate Kreitzer Bay at 109oE, and arrive 
at l50oE 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 $0  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 recommended that 
we arrive Sydney, Australia, on Hi March for 6 days visit. 

By now the CACAPOM was riding high, as she'd gotten rid of 
much cargo. Her present load consisted of ,36136 barrels of black 
and 66u6 of diesel. According to my best computations, we would 
burn U2000 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 lift. 
The other two ships were in the clear. A "bubble" had broken off 
and was north of us. At 03i;5 Baker 3 was airborne, myself as pas- 
senger, with 2I4OO 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 properly1 We flew north for ^0 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 8ij0E to the westward, 
however, the coast was souped in and we headed south along 880E pas- 
sing Mt. Gauss close aboard. We photographed inland to the 8000' con- 
tour, at 690-l6!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 oi^r two tracks. This nunatak was danc red and looked 
like sandstone or granite. It was picked up on the radar 20 miles 
away, and as we got closer the radanaan noted two other blips near- 
by, '»Vhen we got there we found what appeared to be rough spots in the 
otherwise smooth ice cap. From this we surmise there was some ground 
just under the surface. This indicated the value and future possibili- 
ties of radar in searching similar surfaces, in conjunction with magne- 
tometer surveys, 

My i.iipression of the let; 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 3E-NW direction, which can make travel across them so 
miserable. Nearer the coast the cap is broken up into faintly discern- 
ible crevasses and ice falls, and the radar altimeter indicated broad 
and shallow valleys, or steps^over the entire surface. Around the 
nunatak's northeast corner was a large and deep pocket cut into the 
ice, caused by winds edc^yxng around the rock slope above it. The 
horizon was relatively clear today but it was still hard to discern, 
as the sky appears yellowish-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, Ify only 
thought was "May I never have to take a walk down there1*. While 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 uneventful; the coast 
was still covered. 

Asked HENDERSON for straight information, from official 
sources, as tc his "minimum fuel1* situation and reasons therefore, 
in order to estimate properly his fuel situation. He replied that 
85000 gallons was his m-ir.-inmm for safe operations, and this included 
ballasting all possible tanks. This is his lowest except in "extreme" 
emergency, when he then sacrifices his stability. He already ballasts 
tanks as emptied, as a routine procedure. It seems strange that a 
man-of-war can't go under UO 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 current operations'1 • 

Baker One, flight 21, flew over Drygalski Islaid (which 
souped up but was detected by radar altimeter under the clouds). He 
photographed south along 910E to 690S (the 8300' contour) then east 
to 9[|.0E, and north to coast. He then flew eastward to get a strip of 
coast previously missed, ai d on this flight saw mountains on the 
southern horizon - probably 100 miles south» He then flew to what the 
flagship called "Bungers1 Oasis'* gad,  (as he later said) was "coaxed* 
into landing on one of the lakes by his crew. This event started quite 
a disturbaiice in the publicity line, ¥e could not yet discern its nevm 
value - aid scientific importance. More photographs were obtained, on 
the water and in the air. 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 hungry fish within 
its boundaries. It formed a sort of release from all the other pessimis- 
tic world reports. All planes were aboard by 2000. 

Clocks were set back one hour today to zone time (-)9« 

At 2015 we were underway to the westward at 15 knots. 

from operations to date, it is apparent that if the Navy is 
to operate extensively in Arctic regions p new terms will have to enter 
the vocabulary of the naval officer. An H013Ö for arctic naval opera- 
tions is necessary. The General Signal Book 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. 

I'he  aerologists1 crystal ball said "no flying for 36 hours,,, 

and we commenced our fast run to the west as planned. A low was 
beginning to t-ake shape ahead of us. We're now in new frontiers. Not 
too much is known of meteorology in this area. "Is the LiacKenzle Sea 
another low-collector like the Ross Sea?" is our biggest question among 
many others. 

Friday 1U February, we steamed westward at 1%  knots, when 
conditions would permit. CACAPON 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. (1 had pulled him 
south in yesterday's operations because I wanted my auxiliary sea- 
drome closer considering the fog patcnes, »pulling in the ends")» I 
answered - in the night also - instructing him to take station UOO 
miles northwest of me, and to make up distance lost whan visibility 
improved, that safety caiae 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 scope« 
There was a slight Corridor* on bearing 3l50T, 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 $00 
Kcs) behind us to the east and later picked it up on the radar, out of 
the innumerable bergs, so the CURRITUCK conmenced fog signals. I felt 
sorry for whoever it was in this mess without radar« These bergs were 
much 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 ^ to 10 knots 
all night on southwesterly courses dodging bergs« HENDERSON reported 
crossing the Antarctic circle (entering the laacKenzie 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 HENDERSON 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 uoldH low that might 
have given us good flying in this area had disappeared, and a new one 
had appeared without 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 HBunger Oasis41 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 heBYj  sea« 

Meanwhile we had been making much preparation to send a size- 
able expedition over to Banger Oasis upon our return eastward. We had 
scouted the task group for any person Tith geological experiancG, for 
flora and fauna sxperts, etc» We wire getting the entire scheati 
shaped up to explore the several lakes using rubber boats with out- 
board motorsj a rock sampler, a portable fathometer, üoergency recall 
signals, leaders, etc., had been designated. We were getting a bit 
interested ounelves, noir. 

Clocks were set back to minus 8 zone time on 15 February« 

CTG 68,3 Tfas dunked again, transferring between ships. It indi- 
catea that exposure suits should be used for transfer operations and 
all work over the side in very cold water areas« The CURRITUCK's crew 
has been well semoned on falling overboard; I*a glad to see the stout 
lifelines on this vessel. 

Sent a dispatch to Buier describing our two helicopters* 
repairs, and asking for coments, if any, before sending these plsaes 
on distant missions. Our inexperience along these lines, and the 
price of carelessness, made us forget our pride in self-sufficiency« 

The seas are getting rougher by the hour. The wind reached 
35 knot» from NE, the barometer dropped from 29t6$ to 28.U6 and the 
teaperatur'S rose from 33 to 36°?« The ship rolled 19° one«, with a 
staccato 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 our 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 out than we« Since there 
was a slight chance of flying tomorrow afternoon, I ordered the 
CURRITUCK to close the pack by noon tomorrow, making mariimm westing 
meantime. If we can lick the swell.••» 

By noon Sunday 16 February we were at 650-09!S 670-13lS« We 
had passed right through the eye of the storm and out of the western 
side of it. We encountered 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« C1C1P0N 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 fall«! off considerably, ftJo fault of her own 
as in her latitude it was much rougher than in ours). The low had 
stalled and was filling up, and we could not fly under the existing 
conditions« 
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Held a conference of senior pilots, photographic and aero- 
logical officers on coming operations, Explained the priority of 
operations with  the coast coming firsthand trying to learn the char- 
acter of the interior at least 100 miles inland, We had expended 
only Sl%  of our tri-met film. Therefore, "we could afford to be a 
little extravagant and change film magazines at more opportune times 
during flight instead of waiting for the end of the magazine, and thus 
avoid breaking up good photographic runs at the -wrong time. It -was 
also decided that planes nould carry extra film and rewind magazines 
in the air, 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 quite distant from the 
south magnetic pole - just in case they're caught under an overcast, 
and need magnetic courses. 

At 1215, flying was impossible locally, so 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 (-)?• 

At 1838 our CQH figured we were exactly 180° from the turn- 
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 rl^e to us and this would not delay operations» 
It would also save s- c v/h©r fueling later from the CAGAPON • 

At this point there arose some confusion in comminications 
with the Flag. The original dispatch outlining our present scheme to 
run west to !>00E longitude had been inadvertently filed by the MOUNT 
OLYUPUS, while TFC had shifted his flag (but not administration) to 
the BURTON ISLAND. As a result, he was igoorant 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?. 
Wüle he did not approve this deviation from the original plan, he 
nevertheless released us from any c^ilpability and praised our past 
work. We realized that this had better be a darned good ideai 

By nightfall the wind had settled down to 2$  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 barometer was 23,60 and 
rising. 

TFC told TF 68 to be sure that no one got caught in the ice 
pack during the remainder of the operations. 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 ammunition and other 
spare gear, carefully fill all win^' tanks with water (also the bottom 
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tariks and perhaps magazines) and allow them to freeze, thereby strength- 
ening the ship against ice pressure to prevent rupturing the 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 to fight the ice and get out in the 
"'spring thaw". 

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

At 1100 Monday 1? February we had our' first glimpse of the 
Antarctic continent, when we sighted Proclamation Island, and the 
ic© cap and mountain ranges of Kemp Coast, from over some UO miles 
of heaving pack. This is the first land sighted visually since we 
passed through the Tuamotus in mid-Decembere 

The wind continued from SE.; a solid overcast came down to 
700» by midnight« The weathermen said the present 30 knot wind would 
decrease on the other 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 1^00, 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 from SE. A few testing lay-tos disclovsed an 
occasional 32 roll. Finally any thoughts of operations were given 
up today. 

Passed a large ice floe which was almost pitch black through- 
out. 

At 1330 picked up HENDERSON on radar, astern of us, and sonn 
she was alongside and fueling from the CURRITUCK. Issued instructions 
to the CO. by fueling telephone for operations in the immediate future» 
I learned that he had encountered no ice pack during his meanderings 
in the MacKenzie Sea. It was really openl Fueled on course 320°T 
(down-wind) at 6 knots; completed at UOUl and sent the destroyer on 
mission assigned. Sunset was at 23U7 and sunrise Ol^ki  the nights are 
steadily getting longer and blacker» 

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

We kept heading SVf at 5 knots, rounding Cape Ann, remaining 
near the pack, ready to operate at dawn. It looked 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 1100 we secured from a continuous flight condition II3 the "wedge11 
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had sneaked past us sornehcrw and was ncrf 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 ?c.th misgivings that HO 138 mentions the 
heavy M or NE swell all along this section of coast, but we did'nt 
take it too seriously, for there's no reason for more swell here than 
elsewhere. 

In the afternoon we lay to near 65-U3S and U9E, in a slight 
ice bay, rolling 3°, in good visibility and a solid overcast; we 
should have been flying. About 2200 the weather map showed the 
possibility of the wedge stepping to the east of us. We got under- 
way at best speed to chase 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 i\V.r swell prohibits 
hoisting; otherwise, it is excellent flying weather, 

Kemp Coast is on the radar; determined current here at 222°, 
\ knot. 

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

TFC orders us to map coast to TPsstward to 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 headed north, at If? 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 anywhere 
else. So we decided to head SW to 350E, where HO 136 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 gooa weather all day. We are north of the east- 
west Antarctic front (the boundary between the polar air mass and the 
relatively nwarmM maritime air mass), Haroly a sign of a breeze all 
day. 

In the afternoon CURRITUCK tested the H03S with 3 hovers for 
each pilot, witn 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 1^ toots, 
looking for that lee to eastward of Gunnerus Bank. At 12^8 we crossed 
the Antarctic circle for the second time, at 37-530S» Set clocks back 
one hour to (-)6 zone time, 

TFC says if sea conditions don't improve within 2J4 hours, to 
move east« 

At this time the necessity of weather information from South 
Africa, which was now getting to the northward of us, was forcibly 
brought to our attention. We accidentally intercepted weather reports 
from some sort of "Antarctic Weather Service'* from a South African station. 
Apparently forecasts were made for tne benefit of Norwegian and British 
whalers»from the whalers' reports. This forecast gave daily positions 
of lows passing through our area from as far west as Greenwich meridian, 
and gave their rate of movement. We found this data of some use in 
calculating chances of operating. Mo small bit of information is too 
unimportant down here. We often wished our weather service were more 
complete, our maps more axtensive 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 circuit, 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 aoout to crder "flight quarters'*. 
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kt  1800 sighted ice blink, much further south than expected« 
Worked westward, found a big streamer of pack ice stretching to north- 
eastward, which gave some protection fr^a northwest.  If the wind 
would shift so a» to hold our stem or bow into the swell, we might 
be able to launch, kt  2300, moved several miles NE and lay to. We 
wpre in the "lee of Qunnerus Bank% and there was some protection, 

Washington's Birthday was jackpot day in the Antarctic. Our 
position was 67-i;2S, 3i4-15E. Variable light winds from SSW, SE, E, 
and £ME, Scattered and broken clouds, and excellent visibility, it 
0700 we laoved in toward the pack. At 08ii5 Baker Three's 1PU (auxiliary 
power unit) failed and had to be repaired before flight» 0955 Baker 
One airborne with 2600 gallons, flying to westward. 

The teaperature dropped suddenly from 28° to 19^, and stayed 
there moct of the day. The boats started having strainer trouble. 
Eventually all boats except the crash boat froie up; they were hoisted 
on board for aelting* The ice is very hard. At 101U launched the Hü3S 
for a 1 hour teat 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 
hand, affect aaphibious operations. The knowledge of cause, effect, 
and sizes of swell could stand some research. There arenH very good 
methods of measuring it, either. Our station, ships report calm and 
smooth, when we get 3 or U0 rolls, several hundred miles down-swell 
frora them. These swells are hardly perceptible to the eye» As they 
come from several directions at once, they probably do get into phase, 
build up momentarily and cause the 5 rolls» 

By 1220 Baker 3 was airborne, flying to eastward. The H03S 
got another hour in the air in the afternoon and is now in full com- 
mission. Current is north, .7 knot, rounding Qonnerus Bank, and may 
explain the large ice pack streamer, 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 was built for them adjoining the crate. 

At 1500 Baker One radioed "Surrounded by high mountains. 
Having wonderful time. Wish you were here, CAVÜ WXW (Perfect Weather). 
He was really doing some discovery workI 

A new low was picked up to westward by the CACAPON. We are 
now between two lours - the first one passed well to the north of us, 
giving us little else than swells.  Meanwhile the swell was beginning 
to 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 Une was on board, having mapped the coast from 
3b to 150E, He discovered that 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 area. The actual coast is 30 to US  miles south 
of the present plotted position. Its presence was verified by radar 
altimeter.  The true coast YULS  marked by ice falls and a gradual rise 
in elevation. He also discovered a 13000' mountain ran^e, 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 pDane on takeoff and landing. 

At 21i42 Baker 3 was on board. He had mapped the coast in 
general between 3U and 50E; some bad weather was encountered. He made 
a single flight line just inland from the coast between UO and 50oE 
without seeing the coast line itself because of clouds, but gettix^g 
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 Vfhite Island (if existent) were obscured,  lie 
encountered heavy icing, climbed on top, and returned to the ship. 
He also discovered several, new glaciers. Returned to the vicinity 
of the ship, he then mapped Prince Harald coast, from 39 to 3U0E, 
although again not sighting tne coast line very much due to clouds. 
By strange coincidence the magnetic compasses on this flight remained 
within 2^ of the grid course for the entire trip - in other words, the 
magnetic variation equalled the longitude. 

AJS the success of these flight began to shape up, I ordered 
the DD and AO to steam eastward at 7 knots« 

At 2215 we were underway to the IrE, along the pack, at 13 knots. 
Thus, we will gain position on the other ships, who are some-what to the 
east of their station, tie  hope to gain Kemp Coast by Tuesday morning, 
then reach back and photograph Amundsen 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 SOG - and didn't touch 
a thing. 

On Sunday the visibility dropped steadily during the day, 
and snow set in. We left the pack, heading for Cape Ann, By 2000 the 
v*ind was hS  knots from dead ahead, and we slowed to 10 knots. The 
glass hardly moved from 29,.,CO all day, V/e are now in a "trough" as 
a result of the low to the NW, plus the antarctic wedge to the south. 
L'uch of the ship became coated with ice from spray and snow. Vie are 
in an area of "tightened gradients" - hence the high -winds. These 
winds gradually loosened and wrecked the port aileron of the after 
PBM - and of course on the wing that projects over the side. Again 
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wo ffiüBt BPOV« th« plane inboard to rapaix this caau&lty with an ©ati~ 
matad time of h  hours. 

Monday morning the wind Moderated to 30 knots, but it still 
made rougji steaming for us at 10 lenota. The other two ships gained 
position on us due to our slowing down for the storm« This narrowed 
down our weather information, and illuatrated the vaxue or the "art1* 
of stationing and using weather ships. 

By 1630 we were headed east* There were signs of our passing 
through the rront. 

Learned that Little America had been evacuated, 

Tuesday morning we steamed e&atmard at 7 knots into fairly 
rough seas« the HENDERSON was ordered to slow down as she was closing 
too much to be of ralue to us. New 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; we sighted ice blink and 
dosed the pack to the SE at 1230* Shortly thereafter Proclamation 
Island, the black mountains, and the ioe cap of Enderby Land were in 
view once more, and the CURRITUCK ern—enred plotting in mountains by 
rlsusl and radar, to verify the chart, k new method of surveying land 
over 1*0 mile«; of icepacki 

By mid afternoon the weather became perfect* The NW swell 
died down, but «till getting a prohibitive NE one. By sunset this 
was gone too - and so was the sunlight. Kept steaming eastward along 
the pack at best speed; in the meantime stopped the DD and slowed the 
10. The Kemp Coast - or a mirage of it - was in 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 nithin 7 miles of CURRITUCK without slightest indications on 
SG radar scope, which was otherwise functioning perfectly.  This was 
one of our major mysteries. 

At 0750 Wednesday, Baker 3 was airborne in fine weather. 
However, all 3 boats froze up within S  minutes of being water-borne 
- the temperature dropped to lii0F.  It was necessary to use blow 
torches to keep the boats going. As soon as Baker 3 was gone, Baker 
1 was shifted forward and athwartships to repair the aileron. With 
a great sigh of relief we learned that there was no internal damage, 
and repair would be simple. At 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 HENDERSON, for moving eastward at 5 knots 
all night after having been ordered to lie to. 

The penguins' salt water s-njjnming 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 the radar screen a good bit of the time and we 
vfere able to plot in much of the coast within 100 miles of the ship. 
He went west to 5>60E where clouds stopped him, reversed course and 
mapped the coast to 70oE where he was again stopped by cloud. He 
used all his film. The plane took on an estimated 3O0~U00 # of ice 
on takeoff, "making the plane sluggish"• He also iced up his static 
tvibe 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 16U0 again making 15 kno+.s to eastward. All day we'd been 
keeping "in the ^edge" and ahead of a line of low clouds to the west- 
ward. 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. 

All planes on board CURRITUCK were now in commission« 

At 1600, while lying to, a group of icebergs were noted to be 
aground exactly where 79 Fathom Shoal is indicated in the British 
Admiralty charte These are excellent charts, by the way« 

All ships were ordered to move eastward. By now I knew 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 pert. (TBhile 
this was not the actual case, it seemed so at times to the aerologists, 
who would have liked them $00 miles out had they had their wayi). 

Thursday brought continued fine weather, easterly and southerly 
light winds, temperature from 2$ to 20oF, and a smooth sea. It was 
now 3600 miles to Sydney. 

The TFC was back in MOUNT OLIMRJS and heading for Mew Zealand. 

Steamed eastward at 10 knots all last night, at dawm, 15 knots, 
except in snow,  tiTe started chasing good weather as seen from the ship 
and by 112U 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 was 19-20 knots with no swell,  ^e were on or near Frara 
Bank, in 260  fathoms, and again within the Antarctic circle; our posi- 
tion was 66-UOS, 71-27E.  ßie dato is Thursday 2? February, 

At JÜ433 Baker One was airborne and by 1516 Baker Three was 
also in the air. Mot too much was accomplished. No coast was mapped. 
Baker 3 went well inland of his area (southwest shore of the MacKenzie 
Sea) more than 60 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 
p3ane (Baker One) sighted 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 souped over. 

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

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

Sighted our largest iceberg today - (Ti 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 to the north of «sj we were under the 
protection of the Antarctic front to our north. We were indeed happy 
that this IkiacKenzie 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. 

Kept moving eastward, stopping only to recover aircraft, which 
were all aboard by 213a, Sunset was at 20U7 and sunrise at 05>25 (-6). 
Tonight we lay to. At 0630 the next morning we started moving eastward, 
but the wind rose to 23 knots. Still no swell, V/e estimated that 
coasts would be socked in until late afternoon. 

About 1100 CURRI'IUCK 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 smooth down the chop. At 1650 lay to for the 
day, north of tne 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 110o£ to discontinue 
operations then proceed to Sydney via Bass Strait, 
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CACAPüN reported arriving at her rendezvous - but no HENDERSON. 
Two hours later they met and started fueling. Another case for the RDF. 
Later the AO reported her gyro failed wnile fueling the destroyer, but 
fueling was completed. CACAPON proceeded eastward to meet us; HENDERSON 
remained 300 miles to NW. 

About 2300 a brilliant display of Aurora Australia commenced 
in a cloudless sky. It shoired as a long brilliant streamer, like a 
scarf of very gauzy material, from a northeasterly direction clear across 
the zenith to the other horizon, 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 ready 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 GiilO headed 
west at 15 knots; the wind went up to 23 or 21; knots. At 0930 the 
wind was down to 17 knots and we headed for the pack for operations. 
Baker 3 was airborne 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 m the afternoon. 

At 1255 underway to eastward at 13 knots. Shortly after, 
Baker 3 reported "discovering11 another oasis, not as spectacular as 
Hunger Oasis, but along the same order. However, this was determined, 
as suspected, to be the Vestfold mountains, already delineated in 
H013ÖI it was the first time it was properly photographed, however. 
The plane got low level photos, but did not land. 

By 1310 Baker One was repaired, and at 1507 he was airborne; 
however, he developed a serious gasoline leak, jettisoned gas, and 
came back aboard. Then we proceeded eastward again to meet Baker 3* 
By now we began to get just a little concerned about him. Sunset was 
at 20UO 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 would give us 1/8 mile visibility. At 1735 ordered the plane 
to be back by 1930, and at 1805 told hia 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* I 

Sent & '♦well done*1 to HENDERSON for her aerological personnel 
who took a rawin in heavy snow, seas, and wind - a difficult task and 
one which gave very valuable data. 
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Baker 3'3 flight was quit« productive; the coast was mapped 
between 70 and e0oE. The «land« between 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 60 to Ö80E iras all 
souped oter, and the weather was closing in. Baker 3 landed at 1922, 
on board by 19li3. 

At 1900 sent the group "Heads up, tails over the dash board, 
homeward bound", Told the ÜD 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 growlers. At 1908 sighted CACAPON, who fell in astern. 
Issued the plan for our run to Australia, Roughly the scheme was for 
the CACAPON to take station well to NW; AV and DD to proceed eastward 
together to lO^E where AV would top off DD!8 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 28?5'0. Temperature rose from 
23 to 350F. We apparently crossed several currents, as the injection 
jumped h0* 

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

CTG 68,3 announced he had discontinued operations and was 
retiring. We still had a slight chance to mao the only missing section 
of coast we could possibly get - from 80 to 88"E.  This has been a tough 
nut to crack, 

0800 CURRITUCK conmenced fueling from CACAPON on course 11C0T, 
speed 8 knots, dodging bergs arid bergy bits. Fog and high winds had 
been forecast; actually it was perfect. The tender took ii01217 gallons 
of black oil, the highest amount so far. Completed fueling at 1325. 

At 10U5 RDF'd Norwegian ships to southeastward. I an sold on 
keeping RDF in our ships. 
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HENDERSON wants to fuel again; can take 500C0 gallons. He 
had dumped a lot of "contaminated fuel11 overboard. CACAPOiI called 
hirr. - why not use settling tanks or give "poor fuel" back to CACAPON 
on next fueling? At any rate; HENDERSON fueled a^ain frora CACAJuN, 
who Uien departed for her position to northward for the crossing. 

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

Tuesday, I4 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 seme 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 knots. Trying 
to make any speed at night, especially in darkened ship, is practically 
ispossible. Slightly amusing is the fact that the stewards' mates 
living compartment is on the waterline, and when we first ran into 
heavy brash or pack, it made such a racket in their conpartment that 
they made an almost dangerous exit for topside. 

At 01:30 with snow, swell, and signs of a low in the MacKenzie 
Sea decided against flying today; headed east at 13 knots. Our noon 
position was 62-U1S, 9ii-19E. 

'.Ye now have another ionospheric storm, with no comnunications 
with TFC but receiving Washington Fox, 

The 1600 weatner map showed almost ideal conditions for 
commencing the mm for 5ass Strait, although we were still west of 
the longitude at which we were ordered to cease operations. Qrcered 
AV and DD (in coze any) to commence run at I6j knots, came to course 
080°; ordered CACAPON to make 17 knots.  Requested permission from TFC 
to cease operation now, giving circumstances. 

Sthile desirous of making best speeds, day and night, to c lear 
the 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 stem of the ship, might be oest used to illuminate 
the snip's path without blinding the bridge watch and lookouts. Some 
research along this line is indicated for tlr s problem, so peculiar 
to Arctic areas. 

Our course of 072oT is taking us out of the Antarctic all too 
slowly; however, the -ACA-.-'J!.' is almost out of tne ice belt and should 
be avaking good speeds day and night soon. 
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Gomma^dcated plans to Task Group for titivating ship and 
making respectable entry into Sydney.  Hope to anchor in Bass Strait 
to accomplish this. Ordered HEHDER30K to proceed independently at 
maxiir.um speed of 22 knots to latitude 50OD, on great circle course 
to Bass Strait, then await me inside the Strait.  Discontinued 
weather reports to TFC.  Issued a movement, report "from Antarctica to 
Sydney". 

The weather remained excellent; no "screeching sixties*1 so 
far. There is not a slight indication of a low to the northwest; 
it couldn't look better for a fast crossing« 

Sent a dispatch to Alusna Llelbourne on our movements, with 
ETA at Sydney• Learned later that this dispatch apparently went 
from us to MOUNT OLYMPUS (in Mew Zealand), who sent it to Samoa, who 
cabled it back to Alusna New Zealand (in same port with MOUNT OLI^PUS) 
where it died a natural death ^nd was never received in Melbourne. 

On Thursday 6 March set clocks ahead one hour to minus 8 zone 
time. Je  nad some moonlight 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 ionospheric storm. 

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

TFC requested complete information on our fuel situation, as 
I was somewhat apprehensive on this matter; I had requested 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 ilarch, after maintaining a goo-J speed all 
nieht due to full moon, we encountered a strong north wind blowing in 
toward a low that had whistled in from the west and passed to the south 
of us. He  felt its effects a very short time, and the wind was soon 
down again to Hi knots from ^TN^. Barometer was now ^9f2ü, temperature 
U50F.  It was now so "•warm'1 that our Adelie penguins were gasping for 
breath (seemingly); they were placed in an unlighted chill box below 
decks and seemed much happier^ The Antarctic winter had set in sudden- 
ly for them. 

CACAP0K 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 stor», 
now detected to NW; told him to hold his speed until toaorrow. Other 
two ships will maintain high speeds. 

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

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

The 1cm picked up to the west is approaching us at u5 knots. 
This is "unfair to Antarctic Explorern".  No storm should move that 
i ast. The wind was freshening from tne north by noon. We crossed 
the trough and the wind backed to ::v,r, and by sunset we were rolling 
under a uO knot breeze, but still steaming at 15 knots. The low 
rapidly passed to southward of us and we are now on course 0UloT, to 
get away from the center as fast as possible. 

At 1720 we picked up the CACAPuN on radar, dead ahead; she 
crossed to starboard on course 090°, riding along with the storm. 
We sent her the CURRirUCK's course and speed. CACABJK interpreted 
this as an order to follow us, and at 1900, on course 0350T, 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 course. 

By midnight we had slowed to ten knots. There was a full 
moon again.  It was beginning to blow harder all the time.  CACAPON 
decided not to slow down for a while, for boiler 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 front was distinctly tracked on the radar as 
a remarkably solid mass,-a band 5000 yards thick, moving across the 
radar scope at UO 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.  Tne winds weren't too high - 
UO to U5 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; almost the 
entire area had the same winds. If anything, as we learned previously 
the winds might be lighter in tne area just outside the eye.  fhese 
waves we were experiencing, had 1500 miles of straight open sea, with 
an almost unvarying wind direction to build them up. 

Fortunately, the destroyer v/as (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 CACAPON, 
was able to maintain 15 knots all the time, VTith our planes on the 
fantail we nad to select a course to reduce roll, keep seas off the 
fan tail, and yet get out of this blow - and the next one.  It was 
too big an order. The CURRITUCK rode comfortably at first but she 
began to roll, and soon rolled just enough»•• at lUUl she took a 23° 
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roll to starboard that loosened the spare PBM on the very stem and 
rolled it lightly into Baker Three's nose, doing minor damage. Then 
the ship rolled 320"to port, and over the side went the PBM, leaving 
the beaching gears, all bent and crystallized, useless, and well 
tied dawn, on deck. The deck stayed dry. A few minutes before, 2 
youngsters had been in the plane, helping to secure it even more. They 
were fortunate; 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 UihS  we were on course 010oT, at 9 knots, and gradually 
came around to 3300T. This steadied the ship down enough to replace 
worn out rocking blocks under the beaching gear. 

About 2000 we rolled 35° again; slowed down to 7i 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 seemed to 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, 

E&i'ly next morning, more damage was received by one of our 
other P3M's when the tail beaching gear fittings crystallized and. 
parted, k jury rig saved the plane from further damag©» Also the 
cables secured from the engine mounts to the deck had pulled 3 out 
of h 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 16^- 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 f.me. 
Our barometer is steady at 29.60 and the temperature is 600F0 

As a passing observation, it is believed that more study and 
research should be put into automatic weatner reporting stations. They 
must be made simplerj more complete and more reliable. It's the only 
way we'll ever really learn the weather in the 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 ciO miles. Entered Bass 
Strait about sunset» HENDERSüN 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 5th»  Sent a tracer on this« 

On Wednesday at OI453 the entire group was formed in column, and 
early in the morning sortied east from Bass Strait, proceeded north, 
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 snortly for that port. 

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

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

All 3 ships moored in Woolloomooloo Bay; we sort of moored 
accident-ally, 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 Melbourne, Captain Torapkins and 
Commander Moynahan came aboard« The fun began immediately. By sunset 
I had called on Admiral Farncomb, RAN (also know as SAGAS - Senior 
Admiral Commanding Australian Squadron); then RAdm« G, D, Moore, RAN, 
FOIC (Flag Officer in Charge) ashore at Naval Base Headquarters« 
Shortly thereafter both calls were returned« At lUOO called on Consul- 
General, Mr« Neilson; then the Lord Ivlayor; then Lieutenant-General 
Berryman at Victoria Barracks; then Air Commodore Lachal at Bradfield 
ParK; then the premier of Mew South Wales, Mr, McGirr, At 1700 a 
large cocktail party was held in Hotel Australia by the naval attache« 
At this time I learned that the American Ambassador would call officially 
on V/ednesday, and stay for lunch, with some guests« 

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

Next day, Saturday 15 March, I received an official call 
from Consul-General Neilson, Then we both called officially on the 
Governor, Lieutenant-General Northcutt. Also tcdatv our aviators 
received briefing on local flying from Squadron Commander Kingsford - 
Smith.  (We requested permission to fly; the British said to just go 
ahead and fly without asking, so they'll never be embarrassed if 
someone else were to ask and they'd have to refuse permission.» I 
could not quite follow the logic). 
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R-sceived sAiling ordei's from TFC on 16 March. 

Monday 1? March received official calls from Lieut,-General 
Berryman and Air Coranodore Lachal. Lieut-General Berryman regained 
for lunch, 

Tuesday the H03S took off, flew to Bradfield Park and flew 
the Air CoMoodore and several of his officers in it. The PBM iaade 
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 
li officers of the RAN came aboard to get data on how to prepare ships 
for Antarctic work. Several CUHRITUCK officers gave them data of non- 
classified nature and suggested they request more detailed data from 
the Navy Department via official channels« 1130 RAdm iiocre gave 
cocktail party to 20 American officers at his mess; at 2000 hs gave 
a dinner at his home for the commanding officers, 

Wednesday, I told both Admirals of my intention to get under- 
way tomorrow, HENDERSON fueled from CACAPON (alongside each other). 
At 1000 all GO'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 
fire to the stores inside« All went well. Apparently, and a luncheon 
for 1U, held after an inspection of the ship and viewing of photographs, 
went down successfully. At 1700 a cocktail 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, H03S flew again for the Aussies and finally 
landed on board while we were proceeding down the harbor channel. 
13l;5 the destroyer was underway, followed by the tanker, and tender 
at 1500, Many messages went back and forth. When clear of harbor 
formed column and set course to clear north tip of New Zealand. Two 
negro steward's mates were left behind AOL, 

We were unable to fuel next day because of high seas; besides, 
the tender shouldn't fuel until the latest practicable date, due to 
her long trip to Panama, In the evening CACAPON 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 company. At 2220 changed course to bisect course between Panama 
and San Diego, as this rough weather may continue and prohibit fueling 
for some time, and I didn't want to take the AO and DD too far out 
of their way. Nor did I wish to reverse course for fueling. 
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Fueled CURRITUCK fron CACATCN comn-iencing 1022 S^anday 23 March. 
Upon completion, detached CACAPON and KLNI.'EHSON to proceed in company 
to West Coast, 

TFC reconunended 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 23U8 and repeated Monday 2h  March 
12 minutes later, which is pretty close timing. Early in the morning 
of this second date we passed through the KERMADECS, spotting these 
lonesome rocks on radar. Ran into a thick fog bank for several miles 
this afternoon. 

Here are some thoughts on "the ideal Composition of the Next 
Antarctic Expeditionn: 

Compositions 1 CVE, with IBM's tri-met configured, and 2 RUD'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, equipped for passage through ice pack, including steel 
propellors arid 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 rescue; horizontal coastal 
photography; soil samples, etc - and to get AV in and out of ice, 

1 Tanker, for fuel, and weather reporting, 

1 Fleet 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 March we raised our speed a knot, feeling pretty 
secure on fuel now, CURRITUCK instituted some very sound fuel economy 
measures, forgotten since engineering competition was eliminated, 
CACAPON offered to take passengers or mail from Samoa to U.S., but 
this was net required by ComNarBase, Our great circle course was 
now 0360T, EE2IDEaS0K fueled from CACAPON, Excellent weather continues. 

At 002C on Sunday }0 Ua^ch CUr^ITUCK picked up Cadman Island 
on radar, 12 miles. This island is very low; no altitude of the land 
is given in chart or sailing directions. 
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Sighted LiANGAREVA IsJ.and visually, aistance Uu miles, Hadar 
contact on only strange snip of voyage this mornin-, lo miles north, 

Lfonday 31 March HENDE.ÜON proceeded to San Diego independ- 
ently after a last fueling fron CACAPON, whose bankers are now dry. 
The CURttlTUCK was thoroughly engaged in preparing to exchange person- 
nel snd  material with PINE ISLAND at Balboa, writing up reports on 
HIGHJUkP, and preparing snip for inactivation in Naval Base, Phila- 
delphia, 

On 5 April corrected movement report to arrive Balboa 9 
April instead of 10 April,  I received orders for proceeding to Wash- 
ington from Panama by air. Next day, radar contact on Galapagos Is- 
lands toward evening and passed them to southward during night. Cross- 
ed equator at 92-30 IV« HENDERSON arrived San Diego and reported Com- 
DesPac. 

On 8 April launched Baker Three in open sea, with all 3 
flight crews, to et in flight time arid have plane off the ship for 
transit of canal.  This was our last flight.  It was rather strange 
to see a seaplane tender stop and launch 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 hoi" the new wa;>: Pt. Mariato, 
73 miles away by radar,  CACAPON reported for duty to ComServPac, 
having arrived San Pedro, 

CURPwITUCK arrived Balboa 0800 9  April and berthed at Bal- 
boa just outboard of the big drydock where PINE ISLAND was changing 
her propeller. Oversaw exchange of personnel and material which was 
completed that night, at which time I hauled down n^y burgee command 
pennant, making a movement report to that effect, and proceeded to 
Washington, D. C, via NATS on 11 April, 

Another comment on this operation. It was proved many times 
that information on ships of the group was lacking to this command« 
This had to oe either called for or assumptions made.  A complete and 
up to date characteristic card was necessary, and procured after some 
delay. It is suggested that a card system be promulgated by which 
individual, ships send out abbreviated cards on which is depicted the 
current military status of the ship as to her battery, electronics, 
en ineering, etc.  This would allow each command -De have listed in 
its card index enough knowledge of each ship, at all times, to plan 
and conduct operations, even when unexpectedly thrown together with 
unfamiliar vessels. 
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Task Group 68,3 was composed as follows: 

Commander Task Group 08.3 
Captain leorge J. Dufek, U.S. Navy, 59616 

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

U.S.S. CANISTEO (AO-99) 
Captain Edward K. Walker, U.S. Navy, 59>61 

U.S.S. Bl^fNSON (DD-868) 
Commander Harry M. S. Gimber, Jr., U.S. Navy, 70077 

Task Group 68.3, less CANISTEO, departed Norfolk, Virginia, in 
company with Task Group 68.1 on 2 December 19U6. 

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

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

FBM'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 HIOHJUMP. 

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 PBM1s 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 H03S-1 (Sikorsky) four place helicopter with maximum 
range, UOO nautical miles; specially equipped with ZB (ARIt-2) 
homing radio and ARC 1 VHF voice radio equipment; equipped 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 naximuip 
range, 180 nautical miiea; specially equipped Tn.th ZB (A.RR-2) 
homing radio equipment; equipped as land plane; not winterized 
and not, equipped with other special equipment. Stowed in hangar, 

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

(d) The helicopters were intended for: 

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

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

(3) Air-Sea rescue, 

(3) One SOG (Float Type). 

This type plane was intended for ice reconnaissance 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 operational value. 

The PINE ISIAND and BROWNSON arrived Cristobal, Canal Zone, 7 
December 19U6# As the PINE ISIAND could not transit the Canal with her 
PBM's aboard due to the extension of the wings over the side, she anchored 
and hoisted two airplanes over the side. These PBM's were tended by the 
Naval Air Station, Coco Solo, during the visit of the Task Force in the 
Canal Zone. 

Task Qroaps 68,1 and 68.3 transited the Panama Canal on 7 December, 
and then berthed on the Balboa side for a three day period of leave and 
liberty, which would be their last before they received another—more than 
three months hence. 

10 December 19ii6 Task Groups 68.1 and 68,3 got underway for the 
Antarctic Continent. The PINE ISIAND and BROWNSON stopped to recover the 
two PBM's that had been flown over from Coco Solo, The H03S and SOG were 
flight tested and found to be in good operating condition, as were the 
two PBM's. 

Launching and recovery operations were ragged. Due to the rapid 
demobilixation of the Havy after the war, and the short period in which to 
prepare for Operation HICHJTJMP, there were many inexperienced hands in the 
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PINE ISLAND.  It was with a feeling of "Hold your hats, boys, here we 
go again", that we rejoined formation and continued on the voyage, knowing 
full well that as in Operation J&NOOK, the crew would have to be trained 
under the worst of operating conditions. There was a date to be »et with 
the weather during the Antarctic sunmer, and we could not delay longer 
for treining under favorable conditions. 

The Group crossed the Equator at Longitude 02° U?1 West on 
December I'^th. The usual ceremonies and activities had been held, re- 
stricted somewhat by a deck load of aircraft and below deck spaces crowd- 
ed with stores and equipment« 

On the 17th of December the CANISTEO fueled the PINE ISIAND and 
BRlJfNSON, then set course to join Task Qroup 68.1, The PINE ISIAND and 
BROrOfSON set course for PETER I Island to inaugurate operations in 
accordance with Coaraander Task Force 68 Operation Plan No, 2-U6, PINE 
ISIAND and BRÖWNSON were designated Task Qroup 68.3, 

Task Group 6B,3 crossed the UOth paraT*. «1 at approximately 1100 
on December 20th.  Instead of the anticipated -itoaring Forties", the 
ships proceeded 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 enthusiasm to the key pitch 
necessary to conduct successfully the difficult operations ahead. Foul 
weather clothing was tssuäd,  and demonstrations of proper 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 modem improvements in Polar ex- 
ploration, the first iceberg was picked up by radar at a range of U0,000 
yards» This was on the 2Uth of December in Latitude 62° Ul' S,, Long- 
itude 99° 30' ¥♦ This was our first indication that perhaps this was 
not a normal ice year, as ordinarily in this area in December, bergs 
may be met as far north as U£0 South, while south of the 50th  parallel 
the bergs should be very numerous. 

Further, on this day PINE ISIAND fueled the BaOSTNSON during our 
first snowfall. BHOWNSON was then ordered to take station 200 miles 
west of PINE ISLAND to act as weather reporting station, emergency sea- 
drome, and to report ice conditions. During the next few days icebergs 
became more numerous and were gradually accepted as a part of the Antarctic 
panorama. 
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During the evening before Christaris, Divine Services were held 
in the hangar deck, followed by a progrcji oi commanity singing. 

The Antarctic Circle was crossed at Longitude 100° 35' West at 
0^00, 25 December 191*0,  Continuing on course ISO0 True the open pack 
was aet at lilt. 66° £7* S., Long. 101° 13» W,  The helicopter (H03S-1) 
was launched Rt  1100 for ice reconnaissance and landed on deck at 1200. 
It was determined that by moving t,he PINE ISIAND a few miles to the 
westward into an ice bay and in the lee of a large iceberg, launching 
of the FfSPs would be feasible. Preparations were made for launching 
aircraft the morning of 26 December. 

The first PBk was launched on the morning of 26 December. The 
wind increased to 1? knots, picking up a choppy sea. One of the boats 
tending ths plan« 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 2? and 28 December continued bad with low 
ceiling and frequent snowstorms. 

On Sunday, 29 December, the weather cleared, and at 0^00 
"flight quarters11 were sounded- The first aircraft was hoisted over 
the side, and juso 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 Uarine«George One was air- 
borne, and after flight testing, at lU3$ departed for the Ajitarctic 
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 dlbcovered by the Ü.S.S« BÄAH's 
airplane on 2$  February 19U0, The coastline was developed to the west- 
ward, and successful photographic run« made. The plane returned and 
landed at the ship et Z^lS—time 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 
area. This p^me ^turned and landed at the PIKE ISIAND at 0533, 30 
Decemberj 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 Cooaanding Officer, PIKE ISIAKD, 
at 0300, Estimated time of flight, ten hours. This was the ill-fated 
flight that crashed on the Noville Mountain Hange of the Antarctic 
Continent. 
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CRASHED PUNE 

On the morning of 30 December 19U6, the weather began to deter- 
iorate. The l^at -weather report from Mariner George One in flight -was 
at 301225Z, and is quoted, "CEILING 600 TO 1000 FEET SKY COMPLETELY 
OVERCAST OBJECTS 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 
3OI3IOZ was, "TRACK REPORT NUMBER. SEVEN TRUE COURSE 180 QKDÜND SPEED 
118 KNOTS AIR SPEED 130 KNOTS DRIFT ZERO DEGREES". 

As time passed and continued efforts to get into coaanunication 
with the plane proved unsuccessful, the concern for the safety of the 
plane increased. It was hoped that the plane's radio had conpletely 
failed, a remote possibility, and that the plane wouLdl return on tiaae» 

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

«PUNS NUMBER ONE GBF AND VOICE CALL GEORGE ONE OIPTAIN GALDWELL 
AND FLIGHT CRE» NUSEBER THREE OVERDUE SINCE 3019152 X ACCORD- 
ANCE RESCUE DOCTRINE HAVE MADE PREPARATIONS FOR SEARCH AND 
RESCUE AS FOLLOWS X PUNE NUMBER TWO STANDING BY FOR FLIGHT 
SOON AS WEATHER PERMITS X PREPARATIONS UHDERRAY TO ASSEMBLE 
SPARE PBM BT " 

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

In the meantime we tried to analyze the missing planers 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 cosnpletely, and 
then the radio was never heard again. The planed position was well 
fixed at the time of last transmission, Lat. 71° 22» 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 first flight, and this was 
confirmed by photographs. Also, rising free the coast were mountain 
ranges 1Ö00 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 to climb up over the weather, iced 
up, went out of control and crashed. 

(3) The plane, flying over the continent, began icing, the 
ceiling 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 communications. We refused to consider the second case, and 
pinned all our hopes on the third. Events later disclosed that this 
was pretty close to what happened. 

Extra survival equipment attached to cargo parcichutes were 
stewed in the rescue planes» Messages of encouragement were broadcast 
hourly to the missing crew. Homing signals were sent for the first; 
five minutes of every fifteen. We continued to wait for an improve- 
ment in the weather. 

On *> January, the first rescue flight wont 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 Qeorge Three took off for search and 
reccue of the missing plane and succeeded in reaching the coast« The 
fog was down to the botto« on the coast and it was impossible to fly 
over land. The sea area of the search plan was covered, which had the 
advantage of eliminating the larger unlikely area froa 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 snem background merge 
into the fog and overcast without distinction. This is not flying 
weather. The breeze is from the WNW blowing the fog in free the sea 
and over us* For breakfast we had a half slice of bread covered thick 
with peanut butter. We ground the emergency radio like mad for a full 
half hour and then for the most part juet sat around and talked,") 

On the morning of 7 January, flight quarters were sounded, but 
before the first plane was waterbome, a enam blizzard set in. Flight 
operations were cancelled. 

(Note: From Captain Caldwell's diary, "Tuesday 7 Jan (9th 
day), There is no flying on such a day as this so we have very little 
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to look forward to. Such days really drag out interminably,w) 

On 7 January, CANISTEO had rejoined from the Central Group and 
now formed a part of Task Group 68.3. BROKNSON had been called in from 
her station and CANISTSO fueled both ships» CANISTEO was then position- 
ed 200 miles west of PINE ISIAND for weather reporting and emergency 
seadrome. BROUNSON proceeded south into the open pack about 95 miles to 
facilitate 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 operations secured. 

The officers and men had been working around 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 January« 

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

(Note: Fro« Captain Caldwell's diary, «Wed 8 Jan (10th day). 
The weather is still down on us. It is completely overcast with light 
snow. The air is light fro« the NW and visibility is 500 yards. We 
have put in our morning 30 minutes on the emergency radio. It does our 
morale good just to hear the grinder turning. We had our usual break- 
fast of a half slice of bread covered with peanut butter. This won't 
last auch 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. 

"Keams and Le Blanc are still improving. Keams 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, "O 

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 (11th 
day). Good day today. Visibility excellent, low broken clouds—much 
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blue sky. The only mountaiaa visible to date are off to the -weet. 
It is good flying weather here; if only it could be good weather at 
the ship's position, McCarty and I took a short walk this morning 
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 hike, 

"Le Blanc is taking a turn for the worse. We really could not 
endure much good weather such as this without something 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 
radio antenna kite flying. I Just finished 30 minutes on the grinder. 
Our best weather is in the morning. It clouds over and turns definitely 
much colder after 1700,») 

On the morning of 10 January, hoping to break the jinx of this 
damnable weather, the PINE ISLAND was moved to the westward, to position 
Ut, 66° 30» S,, Long, 10U0 30» W, In the late afternoon the helicopter 
was launched for ice reconnaissance. This flight made it possible to 
position the ship 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  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 GAVU. 

"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 putt-putt but without succes». Tried to rig a radio 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, 

"Robblns 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 brought fair weather. No time was 
lost in launching Mariner Qeorge Two, and she was airborne at 06U1, 
Mariner George Two with F.P.C. Lt.(jg) J. L, Ball, USN, departed PINE 
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ISLAND 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 kariner George Three, 

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

"MARINER GFORGE ONE BURNT WRECKAGE, AND ALIVE MEN AT 71-03 
SOUTH y8-ü7 WEST", 

then a few minutes later:  "FIVE 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 täae  off a PBM, 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 Mariner George Three, Mariner Qeorge Three with 
P.P.C. Lt, Goodr. John D, Howell, USN, was airborne at 1357 and departed 
for the scene of the crashed plane« 

Qeorge Two due to low gas supply departed from the area of the 
survivors at 1620, arid at 1750 Qeorge Three reported it had sighted the 
survivors, was 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 permission to 
land in the area of the open water near the coastline, which was granted. 

At 1835 Qeorge Two was over the ship, landed5 and was hoisted 
aboard. The flight crew was interviewed and from the information gained, 
the following despatches were sent to Commander Task Force 68t 

"MARINER QEORGE ONE FIRST SIC2!TED BY LONG W.A. CPHM MONROE 
NGAROLINA ON THIRD LEG OF SEARCH X SIX MEN WERE FIRST SIGHTED 
STANDING AROUND FIRE WAVING FUGS AND RUBBER LIFE RAFT X ON 
3TBD WING TOP 7IAS PAINTED IN YELLOW tfJOTE LOPEZ H5NDERSIN 
WILLIAMS DEAD UliQUOTS X SURVIVORS WERE INFORMED WATER FOR SEA- 
PLANE IANDING EICHT MILES NORTH AND PLANE WÖUUD MARK THE TRAIL 
AND IF MESSAGE UNDERSTOOD TO JOIN HANDS X MSN JOINED HANDS 
DANCED AND STOOD ON THEIR HEADS TO INDICATE THEY UNDERSTOOD X 
OPINION OF PIANE CREff NO APPilRENT SERIOUS INJURY TO SURVIVORS 
ALTHOUGH ON TREK TO COAST FIVE MEN WALKED AND ONE RODE ON SLED I 
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WHEN MULHIKBR CEORGE TKO  DEPAHTED AT 1122202 SURVTVOHS HAD 
MADE ONE QUARTKR DISTANCE TO COAST BT 120135Z 

"MORE ON OBORGS TWO BRIEFING X GEORGE ONE CRASHED AND BDRHKD 
PARTIALLY X PORT ENGINE 15 FT AHEAD FUSELACS X STBD ENOINE 
IN SNOW AHEAD OF PLANE X WINGS OFF X FUSKLACB BROKEN IN TWO 
NEAR FWD BUNK ROOM X FUSELAGE 60 PERCENT BURNED AMIDSHIPS X 
TAIL SECTION CRUMPLED X WING TIP FLOATS AND STRUTS SCATTERED 
OVER RADIUS !#) YDS I SÜRVT70RS APPARKOTLY LIVINQ IN ITfD 
COMPT OF FUSEUOE USING PARACHUTE SILK FOR ADDITIONAL TENT- 
AGE X APPEARANCE OF SLED AND PAINTS INDICATES FOOD WAS SALV- 
AGED X MAN! OBLIQUE PHOTOGRAPHS TAKEN UNDER EXCEUENT CONDIT- 
lOBS X RADIOMEN BELIEVE NO RADIO EQUIPMENT SALVAGED THAT COULD 
HE UTILIZED TO TRANSMIT OR RECEIVE MESSACSS BT 1201ii9Z 

"THIS IS IAST OF GBOROK TWO BHIEFINO X GEORGE ONE CRASHED OH 
BARRIER OF BIGHTS PENINSULA AT ALTITUDE OF 1000 FEET ON APPROX 
OOURSB 130 TRUE MOUITCAIN TOPS SICHTTED ABOUT 2^ MILES SOUTH OF 
CRASH X CRASHED PLANE WAS VERY DIFFICULT TO SEE AND SIQHTIW} 
WAS GREATLT ENHANCED BY SMOKE OF SURVIVORS FIRE BT..a.12020U2" 

At 1920 George Three reported ehe was on the water, and Lt. CoHdr. 
Howell and PHOiH R* R# Conger wers ropring 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 «»et, and then aade 
their way with great difficulty over rugged terrain to the coast follow- 
ing the tracks left by the rescuers. In the meantiiie a heavy fog set 
in, lasting throughout the night, rendering it impossible to embark in 
the plane. Weather at the FINE ISLAND continued excellent. 

Early the morning of 12 January the weather cleared along the 
Ice Barrier. All were embarked in tne plane and at 0619 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 GALDiKLL AND FLIGHT CREF NUMBER THREE 
BRIEFING X UST HEATHER REPORT FROM MARINER GEORGE ONE IK 
FLIGHT AT 301225Z QUOTE CEILING $00  TO 1000 FEET SKY COMPLETELY 
OVERCAST OBJECTS NOT VISIBLE TWO MUSS SNOf OR SUSET 29.32 
INCHES WIND SOUTH 11 TO 16 KNOTS UNQUOTE UST RADIO MESSAGE 
RECEIVED FROM MARINER GEORGE ONE AT 301310Z QUOTE TRACK REPORT 
NUMBER SEVEN TRUE COURSE 180 GROUND SPEED 118 KNOTS AIR SPEED 
130 ZERO DEGREES DRIFT X ETA MARINER GEORGE THREE 12161^7 BTn 

"IMMEDIATELY UPON DISEMBARKING FROM RESCUE PLANE EACH SURVIVOR 
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WILL BE MET WITH A WRITER AND DISPATCH PAD AMD AFFORDED 
OPPORTimiTY TO SEND MESSAGE TO HIS FAMILY BT" 

"THIS IS PART THREE X DRAWING OUT INFORMATION PIECEMEAL X 
WILL SEND SOMETHING SOON" 

"THIS IS PART FOUR X REPORT OF EVENTS LEADING TO CRASH X LTJG 
KFARNS AT CONTROLS STATED X IMMEDIATELY AFTER NUMBER SEVEN 
TRACK REPORT CAPE DART SIGHTED ONE POINT ON PORT BOW DISTANCE 
ABOUT TWELVE lOIES X RADAR UNRELIABLE X AFTER SIGHTING UND 
CHANGED COURSE FROM 180 TO 160 X ALTITUDE PUNE INCREASED 
FROM 600 TO 1000 FEET X AT THIS POINT SIGHTED UND DEAD AHEAD 
kW  ON STBD BOW WITH CEILING DOWN ON MOUNTAIN TOPS X FLYING 
IN NUMEROUS SNOW SQUALLS X TO AVOID FLYING INTO MOUNTAINS CHANGED 
COURSE TO 090 X ON HEADING EAST NO DISTINGUISHABLE HORIZON X 
SNOW BLENDED UP INTO OVERCAST X MORE FOLLOWS11 

"THIS IS. PART FIVE X ON COURSE 090 IT APPEARED AS THOUGH FUNE 
WERE FLYING INTO CLOUDS X PUNE WAS PUT INTO A SHALLOW LEFT 
TURN Al® SUDDENLY STRUCK A SNOW RIDGE X PLANE BOUNCED IN AIR 
AND FULL POWER WAS APPLIED TO ENGINES X PUNE WAS THEN FLYING 
AND UNDER CONTROL X PLANE WAS FJT INTO A FURTHER LEFT TURN TO 
SET COURSE FOR PINE ISLAND WHEN SUDDENLY PUNE EXPLODED IN AIR 
X TIKE ELEMENT BETWEEN STRIKING RIDGE AND EXPLOSION ABOUT THREE 
SECONDS X BELIEVE FRICTION OF BOTTOM OF HULL TANK IGNITED GAS- 
OLINE IN HULL TANK X PUNE DISINTEGRATED IN THE AIR AS FOLLOWS 
X ABLE X BOTH WINGS CONNECTED TOCffiTHER WERE SEPARATED FROM THE 
FUSEUGE IN THE AIR FOLLOWING THE EXPLOSION OF THE HULL TANKS X 
BAKER X FUSEUGE WAS BLOWN APART IN THE. AIR AND SEPARATED AFT 
OF APU DECK X AFTER SECTION HEADED SOUTH X FWD SECTION HEADED 
NORTH UO FEET WEST OF AFTER SECTION X CHARLIE X WINGS STILL 
HELD TOGETHER UNDED 80 FEET WEST OF AFTER FUSEUGE IN A NE-SW 
DIRECTION X DOG X PORT ENGINE LANDED 16 FEET AHEAD OF AFTER 
SECTION FUSEUGE X EASY X STBD ENGINE UNDED 18 FEET WEST OF 
WINGS X WING TIP FLOATS AND STRUTS SCATTERED ABOUT WINGS X 
VARIOUS PARTS PUNE AND EQUIPMENT SCATTERED OVER AREA 100 YDS 
DIAMETER X MORE FOLLOWS BT 121^Z" 

"THIS IS PART SIX X FOX GASOLINE FIRE ABOUT FWD SECTION BURNED 
FOR ABOUT AN HOUR X WIWG TANKS BURNED X BOMB BAY TANKS SCORCHED 
BUT DTD NOT BURN X ABOUT SIX HUNDRED GALLONS GAS IN BOMB BAY 
AYAIUBLE AND LATER USED FOR COOKING BT 121^Z" 

"THIS IS PART SEVEN X REPORT OF INJURIES TO PERSONNEL X LT (JG) 
R P LEEUNC USNR CRITICAL X MINOR INJURIES TO OTHER PERSONNEL 
BT 12lSh$Z* 

"THIS IS PART EIGHT X LT (JG) KEARNS COMMA MCCARTY AND WARR 
DESCRIBED POSITIONS OF »ffiK IN HAUE AND WHAT HAPPENED TO THEM 
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WHEN PUNE CRASHED AS F0LLCW5 I ABLE X CAPTAIN CAUWELL IN 
30ir WAS THRCÄS BACKHARD BY THE IMPACT Al® THEN THROff!^ CLEAR 
OF FUME X BAKER X LT (JG) LEBLANC WAS STRAPPED INTO SEAT AND 
WAS RENDERED UNCONSCIOUS HI STRIKING HEAD AGAINST THROTTLES X 
HE REMAINED IN BURNING COCKFJT UNTIL REMOVED BY LT (JG) KEARWS 
COMMA ROBBINS AND WARR X LT LEBLANCS 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 DRAGG- 
ED LT LEBLANC FROM THE BURNING PLANE X CHARLIE I LT (JG) 
KEARNS IN CO-PII€TS SEAT AND IN CONTROL OF AIRCRAFT DID NOT 
HAVE SAFETY BELT SECURED AND WAS THROWN CLEAR OF COCKPIT 
THROUGH WINDSHIELD X DOQ X ROBBINS ARM2 AT HIS POSITION BY 
RADAR WAS THROKN CLEAR OF PLANE X EASY X ENS LOPEZ AT NAVIGAT- 
ORS TABIÄ KILLED INSTANTLI X FOX X HENDERSIN ARM1 AT RADIO 
PANEL KIIIED INSTANTLY AND THROWN CLEAR OF PUNE X GEORGE X 
WILLIAMS AMM1 STANDING AT FLIGHT ENGINEERS PANEL WAS THROWN 
CLEAR BUT DUD 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 
PIANE X ITEM X MCCAHTY CPKOM AT HIS STATION IN TUNNEL OF PLANE 
WAS RENDERED SEMI CONSCIOUS BUT RECOVERED SUFFICIENTLY TO DRAG 
HIMSELF FROM TUNNEL TO THE WAIST OOMPARTMENT AFTER CRASH X 
BRIEFING HAS JUST DISCLDSH) THAT TOP OF FORWARD FUSELAGE 
SECTION WAS BLOWN OFF BT 12l5U^Z» 

»THIS IS PART NINE X GEAR LEFT AFTER CRASH X CAPTAIN GALDWELL 
STATED THAT EVERY PART OF THE AIRCRAFT AND EVERTTHING IN IT 
WAS UTILIZED DUKTHG THEIR DAILY EXISTENCE ON THE ANTARCTIC 
CONTINENT X CAPTAIN GAUWELL CARRIED THE NARRATIVE ASSISTED 
BY ROBBINS FILLING IN I DURING THE FIRST TWO DAYS WEATHER 
OONDITIONB WERE VERY BAD WITH SNCWf STORMS AND HIGH WINDS FROM 
THE SOUTH X VISIBILITY ZERO ZERO X ALL SURVIVORS LIVED IN THE 
TUNNEL SECTION OF THE AFTER FUSKUGB SECTION X THIS WAS THE 
ONLI PRDTECTED 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 BREAK OUT SLEEPING BAGS WHICH 
WERE NOT USED UNTIL THE THIRD DAY X NO ONE ATE ANYTHISQ FOR A 
DAY AND A HALF X MEN JUST ULY AROUND TN A DAZE DURING THAT 
PERIOD X PASSAGE OF TIME WAS NOT REALIZED X CORRECT TIME AND 
DATE WAS lATm DETERMINED BY EICHT DAY CLOCK ON PILOTS INSTRU- 
MENT PANEL X ABOUT 312100Z ROBBINS STARTED MOVING AROUND AND 
AROUSH) WARR X THE TWO MEN HEADED FOR THE OALLET IN THE FOR- 
WARD SECTION OF THE FUSELAGE LOOKING FOR SOMETHING TO EAT X 
FIRST FOOD FOUND WAS SOME CANNED GOODS X CAN CONTAINING 
APRIOOTS THAT WERE NOT FROZEN WAS OPENED AND TAKEN TO TUNNEL 
SECTION AND SHARED WITH ALL REMAINING SURVIVORS X EACH MAN 
HAD ? AND i APRICOTS X NOTHING ELSE WAS EATEN THAT DAY OR 
NIGHT X AT THIS TIME CAPTAIN GAIDWELL ESTABLISHED RATION 2 
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MEALS A EAY X ALL HANDS RESTED AND SLEPT THAT NIGHT UNTIL 
FCLLCWINQ MORNING WHICH WAS NE» YEARS DAI X ON NE» YEARS DAY 
EVBKYOHE EXCEPT LT (JG) LEBUNC AND KEARNS AND MCCARTY GOT 
UP AND MOVED ABOUT X EiLCH MAN HAD A CUP OF HOT SPINACH SOU? X 
NEW YEARS DAY SUPPER CONSISTED OF 1 CUP HOT CHICKEN SOUP 1 
SLICE BREAD AND PEANUT BUTTER PER MAN X MEN CONTINUED ON RE- 
DUCED RATIONS X FIRST FIVE DAYS WERE PASSED JUST RESTING SLEEP- 
ING EATING AND SEARCHING FOR MORE FOOD THAT WAS SCATTERED 
THROUGHOUT THE AREA 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 BREAD THAT WERE CARRIED IN THE PUNE X 180 LBS 
PEMMIGAN AND 350 CANS LIFE RAFT RATIONS WERE HEU) IN RESERVE 
AND USED ONLY EXPERIMENTALLY X MEN LIKED PEMMIGAN WHEN MIXED 
AS A HOT SOUP X MEATS POTATOES AND PEMMIGAN WERE COOKED AS A 
STEW AND PRONOUNCED EXCELLENT X EVERYTHING IN LIFE RAFT RATIONS 
WAS LIKED Z CIGARETTES AND CANDY IN PERSONAL BAGS CONSIDERED 
A TREAT X ON THE SIXTH DAY (COUNTING 30 DEC FIRST DAY) TWO 2 
MAN TENTS WERE ERECTED BETWEEN THE TWO SECTIONS OF THE FUSR- 
lAOE  X RDBBINS AND WARR SHARED ONE TENT X CAPTAIN GAIDWELL 
AND MCCARTY SHARED THE OTHER X LT KEARNS AND LT LEBUNC CON- 
TINUED LIVING IN THE. TUNNEL COMMA KEARNS ADMINISTERED TO THE 
NEEDS OF LT LEBLANC WHO WAS NOT ABLE TO GET ABOUT X CONTINUED 
IN PART TEN BT lai^Z* 

"THIS IS PART TEN X THE DEAD WERE BURIED UNDER THE SOUTH EDGE 
OF THE WING ON THE SEVENTH DAY CMA AND AN AMERICA!.' FUG WAS 
ERECTED TO HONOR THEM X APPROPRIATE CEREMONIES LED BY CAPTAIN 
GALDWELL WERE HEID WITH ALL SURVIVORS PRESENT X PARA X WATER 
WAS OBTAINED BY MELTING ICE WHICH HAD FOBMED ALONG THE FÜSB- 
UGE X ICE WAS mTED WHEN MEALS 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 
UCK OF WATER OR FOOD BT 1215U$Z" 

«THIS IS PART ELEVEN X THIS PART ON COMMUNICATION X THE 
GIBSON GIRL RADIO WAS PUT IN OPERATION WITHIN ONE HOUR AFTER 
THE CRASH BY RDBBINS ARM2 ASSISTED BY CAPTAIN GALEWELL X THE 
ANTENNA WAS ERECTED BY USING THE BOX KITE A PAST OF THE RADIO 
ASSEMBLY X THIS KITE WAS BUMX AWAY DURING THE FIRST NIGHT BY 
HIGH WINDS CMA IT HAVING BEEN LEFT FLYING URGKLY DUE TO THE 
INABILITY OF TH^. MEN TO HAUL THE KITE IN X A NEW ANTENNA WAS 
FASHIONED AND ERECTH) BY ROBBINS AND STRETCHED BETWEEN THE 
VERTICAL STABLI2ER OF THE EMPENNAGE SECTION OF THE IFF STAB 
ANTENNA ON THE STARBOARD WIND AND OPERATION OF THE GIBSON GIRL 
CONTINUED X CAPTAIN GAUWELL REPEATEDLY OPERATED THE RADIO FOR 
MORE THAN ONE HALF HOUR SEVERAL TIMES X TSQ  RAX TYPE RADIO 
RECEIVERS WERE LOCATED IN THE CRASH AREA X ROBBINS CMA BY 
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CABDttJBALIZIHQ ONE OF THE 'HID RECEIVERS Oik  SUCCEEDED IN 
PUCI]to THE OTHER IN AN OPERATING CONDITION BUT DUB TO IN- 
SUFFICIENT VOLXAOE FROM THE AIRCRAFT STORAGE BATTERIES THIS 
PROJECT HAS DOOMED AT LEAST FOR THE PRESENT X WHEN THE MEN 
WERE LOCATED CMA ROBBINS JUID HARR HAD FOUND A QUANTITY OF 
FLASH LIGHT BATTERIES AM) TIERS PREPARING TO ADD THESE TO THE 
STORACm BATTERIES IN ORDER TO GET THE ONE RECEIVER ON THE AIR 
X ALL OTHER RADIO AND RADAR EQUIPMENT HAS ENTIRELT DESTROYED 
X THE AUXILIARY POWER UNIT WAS DALÜUSD TO THE EXTENT THAT IN 
SPUE OF THE BEST EFFORTS OF RDBBINS AND WARR IT COUID NOT 
BE USED X NO COMMUNICATIONS OTHER THAN VISUAL WERE EVER 
ESTABLISHED X VISUAL SIGNAL WERE SENT FROM PIANE TO SURVIVORS 
BI ALDIS UMP WITH WHITE LIGHT WHICH WAS EFFICIENT X ALDIS 
LAMP WITH RED LIGHT WAS INEFFICIENT X DROPPING MESSAGES WAS 
EFFICIENT X BLINKER CJN WITH SUN RSFLSCTOR IAS NOT USED BI 
SURVIVORS PROBABLT DUE TO EXCITEMENT AND REDUCED MENTAL AND 
PHYSICAL CAPABILITIES X COMMUNICATIONS WERE ESTABLISHED BY 
PLANE- SENDING A MESSAGE REQUESTING AN ANgffER YES OR NO BY 
ACTIONS TO BE PERFORMED BI SUHVTVORS I RADAR REFLECTORS WERE 
GENEROUSLY IAID OUT AND THESE COUPLED WITH SURFACE OF PLANE 
GAVE HIC» HOPES OF BEING PICKED UP BY PLANE AT SEVENTI MILES 
X THE HIGH HOPES WERE GOOD FOR MORALE BOT FACT REMAINS THAT 
WITH BACKGROUND OF SNCW AKD UND ANT INDICATION OF RETURN 
PROBABLY WDUDD BE NEOLIGIBI^ ATTENTION OF RESCUE PUNE WAS 
ATTRACTED BY FILLING RUBBER LIFE RAFT WITH PAPER CARTONS CMA 
PIEOES OF MANILA LINE CMA PIECES OF PARACHUTES CMA SMALL PIECES 
OF WOOD AND GASOLINE AND THEN SETTING IT AFIRE X THIS MADE 
EFFICIENT PILLAR OF BUCK SMOKE CMA THAT WITH NO WIND CONDITION 
CMA REACHED A HEIGHT OF 300 FEET I LT(JG) BALL CMA PILOT OF 
RESCUE PUNE WHICH FIRST SIGHTH) MISSING PUNE CMA STATED PLANE 
WOULD NOT HAVE BEEN SIGHTED ON THAT SEARCH IF SMOKE 3IGHAL HAD 
NOT BEE» MADE BT 121$U5Z" 

■PART TWELVE X PREPARED BY MEDICAL DEPARTMENT X ABLE X WHEN 
PUMB CRASHED NO MEDICAL SUPPLIES COULD BE FOUND AT THE TIME 
X SEVEI DAIS UTER SULFADIAZINE TABIÄTS AND SUIFANIUMIDE 
CRYSTAI3 WKi« FOUND X LTJG LEBUNC WAS THEN GIVEN ONE SULFA- 
DIAZINE TABLET EVERY FOUR HOURS FOR THE REMAINING TIME X 
MCCARTY AND WARR WERE TREATED BY PUTTING SULFANTTAMTDE CRYSTALS 
ON THEIR UCERATI0N5 X BAKER X THERE WAS »0 SEVERE LOSS OF 
BLOOD FROM UCEBATIONS AS BLOOD C0A3ÜUTED RAPIDLY IN UM 
TEMPERATURES X CHARLIE I ENOUGH FOOD WAS AVAIU3LE TO AFFORD 
A SUFFICIENT DIET X AVUUBLE RATIONS INCLUDED CANNED HAM 
COm CANNED PEACHES COMMA SPAM COMMA PEANITT BUTTER AND CANDY 
I BREAD LASTED FOR ELEVEN DAYS X ICE AND SNOff WERE MELTED FOR 
DRINKINa WATER I DOG X RESCUE PUNES DRDPPH) ADDITIONAL FOOD 
I EASY X THE MAJOR PART OF THE MEDICAL SUPPLIES WERE DESTROYED 
IN THE FIRE X THE NORMAL AMOUHT OF MEDICAL SUPPLIES AND EQUIP- 
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USm  CARRIED IN THE PLANES ARE CONSIDERED ADEQUATE BT" 

"THIS IS PART THIRTEEN X NAHMTIVE AND MORALE BY LIEUT EVERETT 
J LE COMPTE (CHC) FORMERLY PASTOR OF CEiYTRAL PRESBYTERIAN 
CHTJRCH JOLIET ILLINOIS X DURIES OF THE DAYS PASSED ON THE ICE 
WERE KEPT BY CAPTAIN GALIMELL AND BY CPHOM OWEN MCCARTY X PARA 
X AFTER THE SHOCK OF THE CRASH WHICH LEFT ALL DAZED FOR FROM 
THIRTY SIX TO FORTY EIQHT HOURS THEY BEGAN TO TAKE STOCK OF 
THEIR SITUATION X MUCH OF THEIR TIME AT FUST WAS PASSED SLEEP- 
ING OR JUST SITTING X ROBBINS WAS THE FIRST TO BECOME ACTIVE 
A?© LATER WAS HELPED BY WARR WHO RECOVERED NEXT X ROBBINS BE- 
GAN TO RUMMA^ AROUND THE WRECKAGE FOR FOOD X THE PLANE HAD 
DISINTEGRATED tO SUCH AN EXTENT THAT MOST OF THE FOOD SUPPLY 
HAD FORTUNATELY BEEN THROWN CLEAR OF THE PLANE BEFORE IT BURST 
INTO FLAMES X BY ABOUT 1WO 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 EATING ALL SEEMED TO FEEL BETTER AND 
THEIR SPIRITS BEGAN TO RISE X HOWEVER KSAHHS LEBLANC AND MCCARTY 
WERE NOT ABLE TO 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 KEAHNS AND LEBLANC WHO HAD SLEEPING 
BAGS SHIVERED WITH THE COLD X GRADUALLY SLEEPING BAGS WERE RE- 
TRIEVED FOR 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 DIVERSION FOR THE LONG HOURS OF WAKEFUL 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 MSN AND MALT DISCS FOR BUCK MEN X WHEN TICS 
PROVED TO BE ONESIDED CAPTAIN GALDWELL AND WARR TAUGHT THE OTHERS 
HCW TO PLAY SALVO AND MANY HOURS WERE WHILED AWAY IN AN ENJOYABLE 
MANNER X PARA X HOST  OF THE IfEK CONFESSED THAT DCWTN DEEP IN THEIR 
HEARTS THEY CONSIDERED THEIR SITUATION QUITS HOPELESS BUT THAT 
CAPTAIN GALDfELL HEID UP THEIR SPIRITS X PARA X THE INSTANTANEOUS 
DEATHS OF ENSIGN LOPEZ HENDERSIN ARM1 AND THE DEATH ABOUT TWO 
AND A HALF HOURS AFTER THE CRASH OF WILLIAMS AMM1 TOGETHER WITH 
THEIR BUMPS AND BRUISES CONTRIBUTED TO THEIR LOW SPIRITS X THE 
SITUATION WAS BETTERED SOMEPfHAT ON SUNDAY WESN THEY WERE ABLE TO 
DIG A GRAVE IN THE ICE IN WHICH THEY BURIED THEIR DEAD AND PLANT- 
S) A FLAG AFTER BRIEF FUNERAL SERVICES X PARA X THE SEARCH FOR 
FOOD BECAME A HOBBY ALTHOUGH AT FIRST THE MEN OOUID NOT SPEND 
OVER A HALF HOUR AT A TIME OUTSIDE THEIR CRAMPED SHELTER IN THE 
AFTER SECTION OF THE PLANE X ITEMS OF FOOD WERE STILL FOUND UP 
TO THE DAY BEFORE THEY WERE SIGHTED X PARA I IT WAS DECIDED THAT 
THEIR MEALS WOULD BE TWO A DAY COMMA BREAKFAST AT EIGHT CCLOCK 
AND DINNER AT SIX OCLOCK AFTERWHICH ALL WJUID TURN IN X PARA X 
THEY IMPROVED THEIR SITUATION FURTHER BY SETTING UP TWO TENTS 
NEAR THE PLANE OCMMA ONE FOR CAPTAIN CALDffKLL AND MCCARTY THE 
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OTHER FOR ROBBINS 1HD 'SARR I KEARNS REMAINED IN THE KANE 
AilD IN SPITE OF A BROKEN ARM AND OTHER INJURIES LOOKED AFTER 
THE BADIJ BURNED LEBIANC X PARA X ALL REALIZED THAT THERE WAS 
NO HOPE OF RESCUE AS LOM3 AS THE WEATHER CONTINUED BAD X THE 
FIRST THURSDAY COMMA FRIDAY AND SATURDAY WERE BEAUTIFUL DAYS 
IN WEATHER OVER THE AREA WHERE THE PLANE CRASHED AND THEIR 
PRAYERS WERE THAT IT WOULD MOVE OUT TO SEA WHERE THE PINE 
ISIAND WAS WAITING BEYOND THE ICE FLOES X DESPITE THE FACT 
THAT THE WEATHER CONTINUED BAD OVER THE SHIP THEY NEVER. OAVE 
UP HOPE. THAT A RESCUE PLANE WOULD BE -SENT X PARA X GiüPTAIN 
CAIIWELL SEEMED NEVER TO SLEEP BUT AIÄAIS HAD AN EAR COCKED 
LISTENING FOR THE FIRST SOUND OF A PLANE X YET WHEK THE 
RESCUE PLANE DID FLY ALMOST OVER THEM THEY WERE ALL INSIDE X 
THEY RUSHED OUT ONLY TO FIND IT DISAPPFARIMG FAST WITH NO 
SIGN OF RECOGNITION X THERE WAS GREAT GLOOM IN THE GAMP BECAUSE 
THEY HAD BEEN VERY CONFIDENT THEY COULD BE EASILY SPOTTED AND 
NOT THEIR HOPES FELL X THEY WERE REASSURED BY CAPTAIN GALTWELL 
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 TSSI WAVED ANYTHBIG THEY COUID 
FIND X ALMOST IMMEDIATELY THEY SAW THE PLANE TURK AND HEAD 
STRAIGHT FOR THEM X IN THEIR JOY THEY DANCED AND CHEERED X 
PARA X NCM ALL ANXIETY LEFT THEM AND WITH THE KNOWLEDGE THAT 
THEY HAD BEEN SIGHTED AFTER 13 DAYS ALL CARE LEFT THSM AND 
THEY KNEW THEY COULD MIT ANOTHER THIRTY DAYS IF NECESSARY 
WERE I? NOT FOR THE INJURED LEBLANC I 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 COUTH MAKE THE JOUR- 
NEY NORTH THEY HELD A CONFERENCE AND ANSWKWÜ) YES HY FORMING 
A CIRCLE AND JOINING HANDS ALTHOUGH KEARNS HAD ONLY B^EN ABLE 
TO LEAVE HIS SHELTER THE DAY BEFORE X PARA X LEBIANC WAS PUCED 
ON THE SLKD ALONG WITH CONSIDERABLE STORES AND EQUIPMENT FOR 
THEY WANTED TO INSURE AGAINST MISHAP ALONG THE JOURNEY OVER 
UNKNOWN TERRAIN X DRAGGING THE HEAVY SLED AND HAMPERED WITH 
ROUGH GOING THROUGH THREE FOOT DRIFTS AND CREVASSES TWO TO THREE 
FEET WIDE THEY PRESSED NORTHWARD X MANY TIMES THEY WERE FORCED 
TO TURN BACK BY IMPASSABLE BREAKS AND CLIFFS BEFORE THEY QUOTE 
MIRACULOUSLY UNQUOTE AS CAPTAIN GAUDWELL SAID COMMA FOUND A WAY 
DCWN TO THE LOWER ICE SHELF X PARA X NOW WITH THE GOAL ALMOST 
IN SinJiT A HEAVY FOG SET IN AND THEIR HOPES FELL AGAIN OF EVER 
BEING ABLE TO FIND THE PATH LAID OUT BY THE PLANE WITH MARKER 
FUGS 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 UNDED ON THE SHELF ICE AND WERE ADVANCING TOWARD THEM 
X THEY HEAM) 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 THEk HOW FAR SOUND TRAVELS OVER THE QUIET 
ICE WASTES X THEIR JOY GAVE WAY TO GRUMBLING QUOTE THATS RIGHT 
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MKE YOURSELVES COMFORTABLE AND WAIT FOR US UNQUOTE X THE 
SURVIVORS WERE ALL SET TO GIVE THEIR RESCUERS A GOOD PAWLING 
OUT BUT FOUND WHEN THBY REACHED THEM THEY HAD BEEN MOVING ALL 
THE WHIIJ5 X BY NOT 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 HÖWELL AND CONGER HAD PULLED BEHIND 
THEM X PARA X AS SOON AS THE FOG LIFTED ENOUGH THEY STEPPED 
OFF THE ICE INTO THE RAFT AND SOON WERE ON THE PLANE X ON THE 
1AY DOWN SOMK OF THEM HAD BEEN WORRIED ABOUT HOW THE EDGE OF 
THE ICE MIGHT BE AND IF THEY WOULD HAVE TO SLOSH THROUGH MUSHY 
ICE X WHEN BACK ON THE SHIP THEY STILL MARVELUED THAT THEY HAD 
GOTTEN OFF WITHOUT CETTING 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 ALMOST TOO MUCH TO BEAR UNQUOTE 
MCCARTY REMARKED AND WHILE HE WAS EATING FRENCH FRIES AND 
STEAK TOPPED OFF BY ICE CREAM IN THE COMMODORES GABIN HS SAID 
QUOTE CAPTAIN GAUWELL PROMISED ME ALI. THIS WHEN WE GOT BACK 
BUT I NEVER THOUGHT WE WOULD BE EATING IT SO SOON X GOLLY HOW 
I L0N(32) FOR SOME GOOD ICE CREAM WHILE WE WERE ON THAT ICE UN- 
QUOTE X PARA X LEBUNC TOID THE CHAPUIN AFTER THE SHIPS 
DOCTOR HAD MADE HIM COMFORTABLE QUOTE CHAPLAIN DURING THIS 
EXPERIENCE IVE MET THE FINEST MAN IVE EVER KNOWN COMMA CAPTAIN 
CALDWELL UNQUOTE X THEY ALL REFERRED TO HIM AS THE IRON MAN 
AND MOST WONDERFUL LEADER X PARA X THEY HAD THEIR LITTIJS JOKE 
AT THE CAPTAINS EXPENSE X WHEN THEY STOPPED TO EAT FOOD WHICH 
HAD BEEN DROPPED BY THE PLANE TWO AND ONE HALF HOURS OUT ON 
THEIR TEN HOUR MARCH COMMA THE GAPTAI« J^TD QUOTE NOW MEN DONT 
QOROB YOURSELVES UNQUOTE AND THEN ATE A AHOLE CAN OF SPAM HI*- 
SELF I PARA X AND KEARNS WHO IN SPITE OF HIS BROKEN ARM AND 
BRUISED SHOULDER AND SIDE RUSHED BACK TO THE PLANE TO RELEASE 
LBBLANCS SAFETY BELT THUS MMONG HIS RESCUE POSSIBLE SAID 07 
ROBBINS AND WAHR QUOTE I CANT SAY ENOUGH FOR THEIR C0ÜRA(2 X 
THEIR SPIRIT AND INOTUITY WERE AMAZING UNQUOTE X PARA X ANOTHER 
SAID QUOTE WHAT WDUID WE HAVE DONE WITH A CAMERA IF YOU WOUID 
HAVE DROPPED IT X JUST LET IT LIE WHERE IT FELL X WE WERE 
WORRYING HOW WE WOULD CET OUR SLED DOHN OFF THE ICE SHELF AND 
A CAMERA WOULD HAVE BEEN NO HELP X THE SAME WAS TRUE OF A LOT 
OF THINGS YOU DROPPED X WE DO APPRECIATE YOUR THOUGHTFULNESS 
COm HOWEVER UNQUOTE X PARA X THE CONVERSATION THEN RETURNO) 
TO CAPTAIN CALDWELL AGAIN AND HE SAID QUOTE IT WAS QUITE A 
WHILE BEFORE CAPTAIN GAIHWELL RECOVERED HIS DIGNITY X YOU SEE 
COMMA HE LOST HIS TROUSERS AND UNDERS?EAR WHEN WE CRASHED COMMA 
TORN OFF HIM X IT WAS TWO OR THREE DAYS BEFORE HE FOUND SOME 
UNDERSIZED HEPLACEMEHTS IN THE WRECKAO; X OH COMMA YES COMMA 
WE WERE AUTAYS HAVING OUR 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 COMMA WE HAD NO RAZORS ANY- 
WAY UNQUOTE X PARA X WAHR SAID QUOTE WHEN I SAW THE PINE ISIAND 
IT WAS ONE OF THE MOST BEAUTIFUL SIGHTS I HAVE EVHl SEEN X BY 
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THE WAT COMKA I WOULD LIKE TO LOOK THIS SHIP OVER FOR THE 
NEIT THREE WÜEKS X AND DONT ANYBODY SAT ANYTHING ABOUT FLY- 
ING UNTIL THAT THREE WEEKS IS UP UNQUOTE X PARA X AS LONG 
AS THEY FOUND THEMSELVES ON THE CONTINENT THEY WERE THRILLED 
AT ITS AWSINSPIRING SCENERY AND BLEAKNESS AT THE HAUGHTY AND 
MAGNIFICSNT 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 ABOARD X AMU) 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 
DATS X ABOUT THENTY EäPERDR PENGUINS ON THE COAST X ADELE 
PENGUINS SIGHTSD IN WATER AND ON FLOES 1  NO VEGETATION X ONLY 
EXTCSED UND SICOTED WAS THE MOUNTAIN TOPS IN THE DISTANCE BT.... 
121^2« • 

Shortly after the rescue plane "was hoisted aboard, the weather 
cane damn 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 PBU's and two flight crews. CTF 68 Operation Plan originally 
intended we should continue 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 Siple which previous- 
ly had been sighted from the westward at a distance and plotted at Lat. 
73° 15* S,, Long, 123° OO1 W. We uade our ^lans 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 adverse weather it was iapossible 
to get a plane in the air. Snow, fog, low ceilings, poor visibility, 
mixed with high winds and rough seas, plagued our operations. During 
this period, sixty hour maintenance checks were made on the two PBM's. 

On 18 January, BROWNSON came alongside for provisions and re- 
ceived PINK ISLAND'S stateside mail, BROJNSON had been ordered to re- 
port to the PHILIPPINE SEA to act as plane guard during the launching 
and flight of the six RiiD's to Little America. The survivors of the 
crashed plane, less Captain Caldffell who remained ae Commanding Officer, 
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 PHILIPPINE SEA, BROWNSON was fueled by the GANISTBO at her station 
200 miles west of the PINE ISLAND. 
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During all these operations, GANISTEC and BRCWNSON were doing 
their work quietly and efficiently. On station their weather reporting 
was 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 ISLAÜD to change 
position rapidly by avoiding the annoying loss of time atteradant to be- 
coming caught in ice tongues and bays. Their wide range of activity 
afforded the scientists and observers aboard excellent onportunities to 
collect and record the data necessary for their projects. They were in 
there pitching all the time, always in the right spot. They'contributed 
greatly to the successful accomplishments of the group. 

On the afternoon of 19 January the sun became visible for the 
first time in several days, and we had a glimpse of blue sky. The 
helicopter (HC3S-1) was launched for ice reconnaissance. Purpose of the 
flight was to locate a suitable 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 hoist 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 PIK2 ISIABD westward. 

During the 55 minutes absence of the helicopter fro» the ship, 
loir ceiling and fog closed in about the PINE ISLAND, causing severe 
icing conditions. The pilot became aware that the rotor blades had 
commenced to ice up, so he made a deliberate 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 hO yards off the port beam of the PINE ISLAND, Equipped 
with wheel type landing gear, the helicopter began to sink and the cabin 
fill 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 minute, and 
both were soon in the PINE ISLAND under medical care. Neither suffered 
injuries or ill effects from the incident. The helicopter was a total 
loss. It is believed that if it had been equipped with floats it might 
have been saved, 

A despatch was received from CTF 68 suggested that if 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 January 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 irinds irere high (26 knot«) and the soaa rough. The Ice pack 
waa 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 operating area. Many icebergs were 
seen along the course and a count of them at one tine came to 103, the 
najority of which were large tabular bergs. 

The moming of 23 January gave indications of iaprored weather, 
the high winds and choppy seas tapered off. We were still haaqpered by 
a ten alle strip of drift ice north of the pack. Clear of the drift 
ice the seas were too rough to launch aircraft. The flying weather was 
iMproYingj it was iaperative 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. Through the glasses it appeared that in its wako 
«as an area free of drift ice. PIMS I3IAND procesded to that position, 
and to the iosnenae 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» S., Long. 119° 31, W. 

Flight quarters were sounded on the afternoon of 23 January, and 
at 1919 Mariner Qeorge Three departed PDB ISLiND for the Antarctic 
Continent« MissionJ to pick up the coastline south of our position and 
to develop it westward as far as Mount Ruth Siple. 

At 2022 Mariner George Two departed PIHS ISIAND for the Continent, 
Mission: to pick up the coastline south of our position and develop it 
eastward as far as practicable» 

Both flights were extremely successful. Major mountaxn ranges 
were discovered, as was the coastline between Longitudes 127° 30* West 
and 110° 00* West. This was perhaps the inost 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 7U0 15* South 
to develop the area. 

The planes returned above the overcast to the ship the next 
day, the morning of January 2Uth. During their absence the weather 
had closed in. The ceiling was down to 800 feet with solid overcast 
up to 8,000 feet. The tender was forced to move clear of the iceberg 
so that if the ceiling became aero the planes could make a radio control 
let down and landing without danger of flying into the icebergs. 
Fortunately, the ceiling held at 800 feet. The planes made instrument 
let downs from 8,000 feet, then circled below the overcast until the 
tender returned to open water to recover them, Qeorge Three landed at 
03U2 and George Two land«! at 0^00 on 21; January. 
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With the planes safely aboard, the PINE ISLAND proceeded east- 
ward to attain a suitable position 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 January« At 
ö$$0 Mariner George Two departed for th3 continent, followed an hour 
later by Oeorge Three. These planes were highly successful in complet- 
iog 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 9$°  30« W. to Longitude 127° 30f W. 

George Two and Three landed at 1330 and lii30, respectively, 26 
January, and were hoisted aboard. 

It is interesting to note at this point that these flights on 
26 Jam&ry 19hl 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 January the PINE ISIAND rendezvoused with GANISTEO 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 CAIHSTBO was directed on 28 January to proceed independently 
to 102° West Longitude along the ice pack to act as a weather station and 
emergency seadrome while the PINE ISIAND continued her attempts to reach 
Peter I Island. 

On 30 January the PINE ISIAND 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 ISIAND 
for two ice reconnaissance flights of short duration. 

High winds and bad weather continued un&il 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 ISIAND for flight testing 
while George Two proceeded eastward to Charcot Island, about 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 BRDITHSON rendeavoused with PINE ISIAND.  Tne 
weather had cleared suTficiently aeanwhlle so that at 0500 both Mariners 
were launched for flighta lU and 1^, and after they were airborne, nail 
and provisions were transferred froai BR0lfl£>0N to PINE ISIAND by boat. 

It about 1620 both aircraft landed during light snow flurries 
in the ice-studded water after having covert d a considerable area of 
coastline, George Two had flcmn  over the Douglas Mountains, the south 
portion of Marguerite Bay, AJ.exar.der I and Charcot Islands, while George 
Thre© had photographed the coastline from 78° 1^» West Longitude to 70° 
1$* lest 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 ti»e plans were made for future operations as follows: 

The PISE ISL1HD was to lie to and continue attempts to launch 
aircröLft for further reconnaissance near the Palaer Peninsula, while the 
CAMSTSO was stationed to the westward as a weather station and the 
BH0WN9OM was to attempt to reach Charcot Inland to send a landing party 
ashore to make observations. 

Bquipnent and personnel required for the operation were trans- 
ferred to the U.S.3. BRCffNSON. The Task Group Commander transferred his 
flag to the BRCMHSON that same afternoon and the BROffNSON set course for 
Charcot Island, while the CANISTE0 remained oa station to report weather« 

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

PINE ISIAND was ordered to proceed to Marguerite Bay on U 
February, Course was set to the northeast through high seas and wind, 
and at 08U0 on 12 February, the northern coast of Alexander I Island was 
sighted, distant U0 miles. At 221^ on the same date this 'essel reported 
sighting five small islands in Latitude 68° k$%  S., Longitude 72° 13« W., 
which from their appearance and location were believed to be the Johansen 
islands, 

PINE ISIAND and BRCTOROM rendezvoused in the morning of 13 Feb- 
ruary, both cruising off the southwest coast of Adelaide Island awaiting 
a favorable change in weather to enter Marguerite Bay, 

PINE ISLAND fueled BROffNSON on li; February during which operation 
preparations were made to transfer the Task Group Comnander to PINE ISIAND 
by breeches buoy. While attempting the transfer, with the Task Group 
Commander at mid-span between the vessels, an out of phase roll parted the 
span between the ships and dropped the Task Group CooBmnder in the water. 
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By skillful maneuvering the BROiNSON retrieved the Task Group Commander 
■nlthin eight minutes. He was given medical treatment aboard the BRCWN- 
30N while the vessels continued the fueling operation. 

On lU February, the Task Group was ordered to rendezvous and 
proceed in company to the Weddell Sea for operations in that area» 
Enroute, on 1? February, the Task Group Commander and his staff trans- 
ferred to the PINE ISIAND by small boat. 

Refueling of the BRCWNSON and PINS ISIAND was carried out by 
CANISTEO from 19 to 21 February, and during the following days inclement 
weather and heavy pack ice prevented flight operations. 

Russian whaling vessels consisting of S.S. SLA.VA, factory ship, 
and three steam catcher vessels of about 1J>0 tons displacement were en- 
countered on 26 February. These vessels when asked about ice conditions 
and weather to the eastward failed to reply with other than their call 
letters. 

On 27 February, the PINE IShkW) and BROWNSON crossed the inter- 
section of the Cireenwich 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. Weather was extremely bad 
over the continent with clouds extending from the surface to 1^,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 closed in forcing cancellation of 
the proposed flights. 

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

PINE ISIAND provisioned BRCWNSON on 11 March. During the follow- 
ing night the wind velocity increased with heavy seas and gusts to forty 
knots. 

BROWNSON fueled from PINE ISLAND during the morning of li* March, 
afterwhich the Task Group lay to for five hours to prepare the vessels 
for entering port» A conference of coamanding officers was held on board 
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to discuss honora ar^d cereaonice during the period in port, AJL1 conunand- 
ing officers were directed to bring to the attention of their crÄwe the 
proTision of Atlantic Fleet Letter 28L-U6, and to take positive »easures 
to assure good behavior on the part of their crews as representatives of 
their country in Brasil. 

During daylight hours on 1^, 16 and 17 March the Task Oroup lay 
to completing preparations for entering port, and on 18 March the Task 
Group entered the harbor of Rio de Janeiro at 13002 after firing the 
National Salute to Brazil and a 13-gvm salute to Rear Admiral Raul de 
San-Tiago Dantas, Consnander, Destroyer Force, By 12itOZ the Group was 
moored in Baia de Quanabana, 

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

On Monday, 2U March, the Task Group got underway and stood out 
of the harbor, 

BROffNSON and PINE ISUND fueled at sea from CANISTEO on 25 March, 
following which BROWNSON and CANISTEO were ordered to report to type 
coiananders, with BRCWN50N taking departure for Norfolk, Virginia, and 
CANISTEO for Ascension Island. PINS XSUKD proceeded to Cristobal, Canal 
Zone, at 13,5 knots. 

On 6 April, the PINE ISIAND entered the Cristobal breakwater, 
and proceeded to moor alongside Pier It, Naval Operating Base, Coco Solo, 
C.Z., after discharging her two Martin Mariner seaplanes. The ship was 
underway on 7 April to transit the Panama Canal, and was moored at Berth 
h,  Balboa, C.Z. PINE I6IAND was drydocked on 8 April for replacement of 
a danaged port screw and for bottom painting. 

PINE ISLAND was undocked on 11 April, and on ll; April reported 
to Conmander Air Force, Pacific Fleet, got underway, and stood out en- 
route to San Diego, California. 

Conorander Task Group 68.3 proceeded from Coco Solo, Canal Zonep 
to Washington, D»C. via Naval Air Transport Service, and reported to 
Commander Task Force 68 for duty. 

The specific acccttplishraents of the Task Group are covered in 
detail in the individual ships1 reports of Operation klGHJUMP which have 
been submitted to the Task Force Conmander. 
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1. Orders for the PKILIPPI1IE SzA  to participate in Operation 
HIGHJUMP were received while the ship was undergoing snakedovm oper- 
ations at Guantanano Bay, Cuba, Shakedown was cut short and the ship 
proceeded to Soutn 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 normally have been 
done during post-shakedown availability. Certain preparations for tr- 
ansit of the Panama Canal were also made. Disassembled parts for twenty 
sleds were received from NSY, Best-on, 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, I9I46, for Norfolk. 

2. The ship arrived and docked at NOB, Korfolk, on 29  December. 
Here were loaded the six RliD airplanes with the major portion of their 
spare parts and special equipment including the skis. One H03S1 
helicopter was flown aboard while at the dock. In addition, the ship 
received on board spare crews and spare parts for Operation SKABISCUIT. 
Approximately 100 tons of miscellaneous 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 QY-1 planes were received for 
transfer to the base camp at Little America. Rear Admiral Richard E. 
Byrd, USN (Ret.) and the crews of the RilD's came aboard. 

3. Departare from Norfolk was taken on 2 January 15^7, 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 bQUU quad gun mounts in the port forward gun tub and putting 
a large hole (U» X 3') in the gun tub. Also during the transit, a pro- 
jecting part of one of the forward vdnches 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 Balboa, the ship was fueled to capacity and repairs to the 
gun tub made. A winch was requisitioned and mounted to replace the 
danaged one. Departure from Balboa was taken on 10 January. 

Ut      After passing Cape Mala 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 direct 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 possible. 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 equio- 
ment carried is given in detail in Annex Dj 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 
normally inflated). The two OY-l's were fi + ".jd with skis in lieu of 
wheels and were partially disassembled. Viings and tail surfaces were 
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 
it^ma of cold weather equipment (see Annex D, Sec. 2b), The navigators 
of the RliD'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 could 
achieve no useful purpose and might produce some accident which would 
deny its uae when really needed. It was warmed up periodically and kept 
in condition for flight on short notice. On 22 January in Lat 58o US' S. 
Long. 156o Oii' Wast, 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  -unber 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 sank rapiäly 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 turn- 
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 ii<P  F.). There was no evidence of mechanical failure, therefore 
100^ pilot error was assigned, due to error in judgment and to inexperi- 
ence. 

Ice bergs were first encountered on 2I4 January. No small bergs 
or growlers had been sighted and it was not known whether radar recep- 
tion would give sufficient 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. 

5*     The GAGAPON was sighted on the morning of 23 January also pro- 
ceeding to the designated rendezvous point and was directed to join. 
An hour later, at QloO,   (+ 12), the »ORTKWIHD and SENNET were sighted 
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lying to arcl all ships joined. A confftrence of oonananding officers 
was called on bo^d the PHTLIPPINE 3Ek  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 CAGAPON 
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 BROWNSOK and other 
patients for return to the United States.  It was first decided that 
SENNET, which required only fueling, would go alongside CAGAPON while 
lying to, but this proved impracticaole due to rolling of both ships 
in the long swell which was running. Therefore the entire group got 
underway, steaming to the mrthward with SENNET fueling from CACAPON, 
and PHILIPPINE SEA transferring cargo to NORTHWIKD. 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. Loading of NORTKWIND continued throughout the day. The 
Burtoning method of transfer was used end  proved satisfactory in spite 
of heavy rolling by NORTHWIND. However, it was decided that conditions 
were such that transfer of personnel and  of the OY-1 airplanes and 
several other heavy or bulky items of cargo would involve undue haz- 
ard at tnis time. Therefore at 0025 (+12) 26 January cast off trans- 
fer lines and and went alongside CAGAPON to fuel. 3R0WNS0N, who had 
just joined, came alongside PHILIPPINE SEA to transfer survivors. 
These two operations were completed by 0230 and course was reversed. 
No further operations were attempted during the remainder of 26 Jan- 
uary. At 0700, 2? January, sea conditions had improved somewhat, so 
NORTHWIND came alongside and received personnel and remainder of cargo. 
This was completed by 09h5 and NORTHWIND was detached to proceed to Bay 
of fthales, ^oouting 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 BRDWKSON came 
alongside for transfer of 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 BROBtöSON. The Burtoning method was 
not practicable, so all cargo was passed by personnel carrier lines, 
three of which were rigged. BROWNSOK cast off at 1600 and the group 
then proceeded in company to the Southeastward to the area indicated 
by NORTHWIND as most .suitable. The following day, 23 January, was spent 
proceeding to and in the area selected for launching. BROWNSON scouted 
ahead 30 miles to detemine the actual position of the bay in the pack 
reported by NORTHWIND.  CAGAPON transferred a patient to PHILIPPINE SEA. 
The next day, 29  January, was spent lying to in approximate position 
LAT 68 50' South, LONG llh0  liO« West, awaiting favorable weather con- 
ditions at Little Ar.erica. 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.  It had been decided, that two planes would be launched 
first and remainder would wait until these had landed and reported wea- 
ther and field conditions. Weather at Little America appeared to be im- 
proving throughout the day and planes were kept ready for launching on 
short notice.  Little America reported "open for flight operations" in 
the late evening.  The first plane, with Rear Admiral Byrd aboard, was 
launched at 221i4 with the second following at 2231.  Thirty knots speed 
thru the water was required to achieve Ul knots of wind over the deck. 
The first two planes landed safely and reported sats ifactory conditions, 
so it was decided to launch the remainder as one group, but to proceed 
in pairs after launching.  Planes were launched at 06jJ3, 06U8, 070Ö, 
0718. The same wind over the deck for the second launch was obtained 
with only eighteen knots speed thin the water. All launches were normal 
with actual deck runs being very close to those predicted.  JATO units 
worked satisfactorily, skis did not interfere with take-off or with re- 
tracting landing gear, no plane experiences difficulty with swerving on 
take-off, nor was any unforeseen difficulty encountered. Two circum- 
stances wore very fortunate a relatively large area of ice-free water 
was found co/nparatively 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 
©n hour, weather at the ship would have prevented take-off and several 
days v.ait 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 and transfer of cargo and personnel to GAGAPON started. 
BROYNSON was kept in position astern during this operation as life guard 
vessel. This operation had been left until the last in order that fuel 
requirements of PHILIPPICS SEA for return trip could be ncre accurately 
determined. A possible snortage of fuel for the Task Force existed, 
with the result that PHILIPPIC SEk 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 3^ 
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 simultaneeusly on voice signal. At 1630, 30 
January, the operation was completed, BR0WNS0N and GAGAPON were releas- 
ed and course set for return to Panama, following closely the track of 
the outbound trip. 
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6.     The return trip to Panama was completely uneventful.  The 
ship conducted routine training enroute, expending 2k  of the  25 TDD 
drones carried on this cruise for gunnery training. Performance of 
the drones was ;pod and great benefit to all batteries was derived 
fro:;: this type of exercise. The ship arrived Balboa, C. Z. en 18 
February 19h7. All survivors except Lt. LeBlanc, who could not be 
moved, were 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. 

?.     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 not 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 encountered throughout were much milder than those exist- 
ing at the time in the normal operating area of this ship, i.e., the 
Newport-Croons et Point area, therefore no assessment from the point of 
view of cold weather operations could be made. No difficulties wete 
encountered in loading, handling, or launching RliD type planes. These 
planes could undoubtedly be launched from a carrier without the use 
of JATO, but it does provide a desirable 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 ^or 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 
assigned area of the Antarctic continent, 

(c) Be prepared to carry out rescue operations for aviation 
personnel forced down 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), 

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

II. Organization of the Base Group 

The Base Group (TG 68.5) *as 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, etc., were retained on the 
ships to which the personnel were attached and as many men as practic- 
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 
Cs M, Campbell, USN: 

(a) Aviation Unit (Comdr. W» M. Hawkes, USN, CTU 68.5.1) 
20 officers, $2  enlisted men, 

(b) Construction Unit (Comdr, C, 0. Reinhardt, CEC, USN, CTU 
68.5.2) 1 officer, 27 enlisted men, 

(c) Comnunications arxi GPN Crew (Lt. M. M. Hershey, USN) 
5 officers, 1? enlisted men, 

(d) Aerology, scientific and observer Unit (Capt, G. F. 
Kosco, USN) 11 observers, 6 scientists, h  news 
corresoondents and 5 enlisted men. 
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(e) Photo Unit (Lt. C. Ce Shirley, USN) 
1 officer, 10 enlisted men, 

(f) Coranissary,   supply and  galley Unit  (Lt,(jg)  L.D. V,Tilson 
(SC),  USN).     21 enlisted men. 

(g) Ground rescue and transportation Unit (Capt, V, D. Boyd, 
USk'C). 2 officers, 5 enlisted men. 

(h) Medical Unit (Lt.(jg) H. R. Richardson (MC), USN) 
1 enlisted roan, 

III Narrative of the Base Group (TG 68,^) 16 January, 19U7 to 23 
February, 19U7, 

On the 16th and 17th of January, 19U7 "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 investigate 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-^1 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 03U5 R on 18 January the uT,S.S# YANCEY commenced discharging 
cargo onto the bay ice. The first items unloaded were the tractors, 
trucks and other vehicles needed for transportation. It was found 
necessary 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, MOUNT 
OLYMPUS on 21 January 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 
to be used on the barrier; tractors 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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MessiriK facilities Trere set up and the first meal served ashorp 
on 23 January. The total personnel living ashore varied from day to 
day between a lav  of 3ö and a hi^h of 2U8 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 nurcber of men based ashore 
stabilized at 197. This figure was arrived at as the maximum number 
of personnel that could be evacuated by the icebreaker in one trip. 
The decision to take the ships of CT) 68.1 out through the ice pack 
departing the Bay of Whales about 6 February caused a considerable change 
in plans for the Base Group, 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. 

It was decided to only unload enough Marston mat for an experi- 
mental strip $90  feet long by 150 feet wide. In the meanwhile, the 
Commander of the Base Group reported that conditions on the airstrip were 
suitable for landing RüD's on skis. To the North, the PHILIPPINS SFA 
had been lying to in the vicinity of ^cott Island waiting for a favor- 
able moment to launch the RiiD's. At 2330 (X) 29 January, 19h7 the first 
two RiiD's took off from the carrier, bound for Little America, Not only 
was it the first time that a plane as large as an llLD 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 first 
plane, the Officer in Charge of the Antarctic Development Project, liear 
Admiral R, E, 3yrd, U.S.N, (Ret) was flying as observer. The take-off 
of the first two planes was successful and for five and a half hours 
they continued winging their way southward. They passed over the ice 
breaker SORTEHND, which had been stationed at the mid-point of the 
flirht, slightly behind schedule. Strong head winds were encountered 
all the way down« Finally at 0500 (X) they were sighted from Little 
Anerica and at O^O the first plane landed, Wien it slid to a stop. 
Admiral Pyrd was the first one to disembark.  His first words of greet- 
ing were, ,TTtell, it's rood  to be 'Home'." 

As soon as the news of the success of the first flight was 
received aboard the carrier, preparations were at once made to launch 
the remaining four planes.  In these, besides their crews, were two 
correspondents, kr, K# Nichols and Mr, H, Reuben, The first plane of 
this group took off at 0800 (X) and shortly thereafter 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 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 spent by those listening both at Little 
America and on the T .S.S, PHILIPPINE SEA. At 1332, the first plane of 
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this group landed on the sncm strip at Little America, followed short- 
ly thereafter by tiro more. But one did not land - it was kept airborne 
to help the fourth plane. The fourth plane still had not been heard 
from. 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 OLYttPUS picked them up almost immediately and at lli06 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 A-viation, 

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 preparations made for the RitD air- 
plane reconnaissance flights that were going to be made over the interior 
of the Antarctic Continent, As stated previously the planes were equipp- 
ed with ski-wheel landing gear. After they arrived at Little America, 
the wheels were removed and a strip of dural placed over the wheel slot 
of the first two planes leaving the other four with open slots» During 
the remaining few days until the ships all departed on 6 February numer- 
OUB flights with various loads were made, not only to familiarize the 
pilots with ski landings and take-offs^ but also to determine the largest 
pay loads that could be taken off with safety from the snow surface of 
Little America, 

Two disassembled Stinson OT-1 airplanes equipped with skis had 
been shipped in from the PHILIPPINE SEA via the U.S.C.G.C. NORTHWIHD 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 9th 
of February two planes, V-l and V-2, took off on operational flights to 
the southeast with Rear Admiral Byrd aboard V-l. The planes ran into 
bad weather with light icing and being unable to climb on top of the 
solid overcast, turned back from a point about two hundred miles south- 
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-j), took off on an operational flight to the southwest 
with CTG 68.5 aboard 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 cutting out 
periodically. Both planes returned to base via Discovery Inlet flying 
through snow and sleet between Discovery Inlet and the Bay of Whales» 
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On the first operational flight V-l and V-2 had 1200 gallons of gasoline 
aboard and used four Jato bottles apiece. On the second operational 
flight V-3 and V-5 had U4OO hallons of gasoline aboazri and used four Jato 
bottles apiece. The wheel openings in the skis of these last two planes 
wera left open and seemed to work better than the filled ones of V-l and 
V-2 as much less power was required to taxi over the snow surface of the 
field. On the reraairxier of the flights, loads up to 1600 gallons of 
gasoline were taken off without Jato although the usual loading was liiOO 
gallons and two Jato bottles• 

On li; February V-l and V-2, with Admiral Byrd in V-l, flew south- 
east to the vicinity of the Horlick Mountains and the Thome Glacier, 
discovering a new range of mountains and photographing considerable un- 
known 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 Glaciers and out into the unexplored 
area to the southwest of Mount Markham covering the sector out to alaost 
700 miles from Little America. 

Early on 1^ February V-3 and V-J? were launched to the eastward 
whore they reached the area south of Mount Halker and discovered and 
photographed several new mountains in that area. 

Late that evening the pfienomenal 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-l 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, aad 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 Shell: Ice. 

0n 17 February four planes were launched singly to cover the 
sectors to the southwest in the area south of McMurdo Sound, Engine 
trouble turned back V-6 and V-l before getting over the mountains. 
Weather stopped V-3 but V-2 was able to climb over the range and photo- 
graph and discover new mountains on the southwest side of the range and 
northward toward McMurdo Sound» On his return V-2 sighted many new bays 
and cracks along the north edge of the Ross Shelf Ice between McMurdo 
Sound and Discovery Inlet. Being out of film, he requested another 
plane to be sent out to complete the photography. V-S was launched but 
had to turn back before much was accomplished due to lowering visibility 
west of Discovery Inlet« 
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On 19 February, V~l made a local \iagnetometer flight with 
interesting results. The follawlng day two planes, V-3 and V-5, were 
again launched to cover the southwest sectors but again ran into solid 
overcast on the Polar Plateau and were forced to turn north whers they 
^are able to photograph considerable areas to the north of McMurdo Sound 
along the mountain range. Later that day, V-l made a magnetometer flight. 

On 21 February, Flans V-3 made an ice reconnaissance hop to the 
northwest but bad weather limited the range to about one hundred twenty 
milesB 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-l 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 prevloua discoveries in the southeast sector toward the Horlick 
Mourtains. Bad weather turmd both planes back after having covered 
about 500 miles of the track out. Plane V-l was launched for a magneto- 
meter flight but experienced a complete engine failure when about eighty 
miles east of the base and it returned on one engine. The BURTON ISLAND 
which had completed a survey of the McMurdo Sound area had arrived early 
that morning and a conference was held between Rear Admiral Byrd and the 
Task Force Corsnandcr, 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 stewed inside the fuselage. Class- 
ified communications gear was removed and either destroyed or evacuated 
on the BURTON ISLAND along with camera gear, essential 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 ISLAND and a last 
inspection of the base mode by CTG 68,5, The colors were left flying 
at the mast-head of the flag-pole at the comer of the galley and mess 
hall and the BURTON ISIAND departed for Wellington, New Zealand at 2300 
R 23 February, 19hlf  with all members of the Base Group safely aboard. 

Besides the long range air operations which are completely 
covered in the Aviation annex of HI OH JUMP report, a great many other 
things had been accomplished. An experimental airstrip had been laid, 
an RliD on wheels had taxied on it, an OY-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 
as magnetometer tests, measurement of the velocity of sound through snow 
and ice, Geiger counter recordings of cosmic rays, etc. These were 
carried out by representatives and scientists of other government agencies. 

Annes I - (e) - 6 - 



CONPIDENTIiL 

Tests of a more iramediate 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 in 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« 

(c) Constracted an insulated 96{ by 20' communication quonset 
hut at Little America III with an interconnecting passageway to 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 beloir, in the food caches, food for thirty-five men for fourteen 
months. Stored just outside the quonset hut ^0,000 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 l>6' X 20' quonset hut for aviation maintenance 
and aircraft communications, 

(f) Transported a complete GGA 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 unit with power supply truck 
at the airstrip. Disassembled and transported it for loading aboard the 
BURTON ISIAND 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 bring back Wed ell seals killed for dog food. 
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(i) Operated the eight aircraft of the air unit a total of 
300 flying hours doing all maintenance work on them in the open in temp- 
eratures that ranged as low as -23° C, 

(j) Constructed three hard surface snow runways 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 1<0' to UO' wide for experimental purposes. 

(1) Conducted the scientific program ashore as completely as 
limited time allowed, 

(m) Carried out the numerous technical and military projects 
requested by Bureaus of the Navy and other governmental agencies» 

The details of the above accomplishments are contained in 
appropriate annexes of the Operation HIGHJUifiP Report. 

Recommendationa 

The two most important shortcomings uf the Base Group were 
internal connunications 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 towing 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 operations 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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ANNEX ONE -  (f) 

NARPATr/E 

u.s.s. Mouifr oL'aiPus (AGC-8) 



CONFIDENTIAL 

gAgRATIVg OF PARTICIPATir;N 

14 The MOUNT OLY?/.PUS was assigned to Operation HIGHJUUP 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 reactivation much was  accomplished.     Stores were put 
aboardj  spare parts obtained and a partial overhaul  con-pleted and the 
ship reported  oo Commander Task Force SIXTY-EIGHT at Norfolk,   Va.   on 
November It-,  i^ö.    During the ensuing two weeks,  additional stores 
and equipment were loaded and by sailing time on December 2,  1VU6,   the 
ship was  ready to sail, 

2, The voyage from Norfolk  to Scott Island via  the Panama Canal 
was uneventful and provided a shakedown cruise for the more than 5*0^ 
new personnel on board.    After arriving at Scott Island on December 30, 
19146,  the remaining ships of the group refueled while  the Coast Guard 
Cutter NOKTHWIND scouted the pack to the southward. 

3. At 1530 on the afternoon of December 31,  151*6,  under a bright 
sun and calm seas the Central Group of Task Force SIXTY-EIGHT entered 
the Rose Sea Ice Pack and cormenced 15 days of the arduous arid hazardous 
task of navigating the pack.    The northern edge of the pack was loose 
and easily navigable,  but by the New Year,   the pack was becoming closer 
and more difficult to negotiate.    During the afternoon of January 1, 
19U7,  the group reached a pool of open water in the vicinity of numerous 
icebergs and very heavy bay ice and lay to while the NORTrT.TIND scouted 
for a lead to the south.    During the first 2I4 hours,   the MOUNT OLIMPUS 
had sustained damage to  several frame a  forward and two blades of the 
propeller were bent.    Succeeding days were a repetition of the first 
day,   sometimes laying to in pools and sometimes making fair progress to 
the southward through the pack.     Finally on 11 January 1?U7,   the pack 
gradually loosened up as  southward progress was made and late in the 
evening of January iL,  19Ü7,   the Central Group iinally broke  through 
to  the open waters of the Ross Sea.    At this  tiir.e additional f ran es for- 
ward had been damaged and all blades of the propeller were bent maximuin 
sustained speed being reduced  to 10 knots. 

ü. At midnight lh January 19l7,  the Ross Sea Ice Barrier was 
sighted dead ahead and after investigating Discovery tnlet,   the group 
proceeded to the Bay of Whales arriving at 00li3,  15 January.     The 
MORTHKIND comnenced breaking the ice out of the Bay which was frozen 
over and by 18 January,  the Bay was sufficiently clear for the U.S.S. 
YANCEYto enter and connaenc« unloading.On 22 January,   the IIODHT OLYMPUS 
finally entered the 5ay of Tilales for the first time and comnencec un- 
loading on a 2h hour basis. 

5. On 23 January,  a northerly wine blew a small iceberg through 
the entrance to  the Bay and all   ships had  to get underway as  the berg 
was bearing down on the moorings.     The Bay was  entered again on Jan- 
uary 2lith and unloadirg operations  continued,     3y the 27th,  the ICOUKT 
OLYMPUS was almost oompletely unloaded but a streng northerly wind 
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with heavy snow again forced ail 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 30th 
and* again moored to the bay ice. During the day, 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 moored 
port side to the U.S.S. MERRICK. We remained moored to the MERRICK 
until our final departure from the Bay of »hales on February 6th. 
During this period, unloading was completed and working parties were 
furnished for the base can?), 

6, At I81i8 on February 6th, the MOUNT Ol/MPÜS got underway and 
stood out of the Bay of Vihales for the last time and departed for Scott 
Island in company with the YANCEY, MERRICK> and NORTHWIND. The pass- 
age out through the pack was uneventful except that on 11 February, the 
U.S.S, MH3RICK lost her rudder in heavy ice and a high wind. The 
NORTHWIND stood by the MERRICK and the BURTON ISLAND which had joined 
us on 9 February, escorted the U.S.S. YANCET and MOUNT OLYMPUS and at 
092U on February 12th, we cleared the pack. The NORTKWIND took the 
MERRICK in tow and with the U.S.S. IAKCEY in companv departed for New 
Zealand on February 13th. 

7. The MOUNT OLYMPUS 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 Canp Personnel had transferred to the MOUNT 0L"MPUS, we pro- 
ceeded to Wellington, New Zealand, arriving on 7 Üarch. After a pleas- 
ant stay in Wellington, the MOUNT OLYMPUS departed March m, 19U7, for 
the United States via the Panana Canal arriving in Washington, D.C. 
April lü, 19147. 

RECOiaCENDATIONS 

1, All ships operating in Arctic and Antarctic regions be pro- 
vided with sufficient boat capacity for all personnel carried, as life 
jackets, floater nets and navy type life rafts are almost worthless 
unless personnel can be rescued within a few minutes« 

2. Ships of type similar to MOUNT 0L1MFÜS expecting to oper- 
ate in ice pack should be prepared for such operations by "Wiking the 
following minlEum measures: 

(a) Install steel propeller designed for use in ice. 
(b) The stem to be reinforced with concrete. 
(c) Install 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. 

(©) provide a collision net 

,_. _ o „ 
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3»       If ships are to be designed for this type of operation, the 
foiloiring are desirable characteristics in addition to incorporating 
the above« 

(a) As small a turning circle as possible, 
(b) Screw to be submerged as deeply as possible. 
(c) Low free board and reduce superstructure to 

minimum as wind has a very great effect at the 
low speeds required in ice operations» 

li.      In future operations in ice pack planes should 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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CONFIDEITTUL DETAILED SiLRRATIYE 

16 NOT* Mooned at «9O.B.Ä  NoifoUc, VirgiuiA. 

Jn aooordano« with Ciaolant»« dispntoh of October 3#  19i6 
USS,S. MOUNT OLYMPUS  (ASC-8)  reported at H#O.B.,  Norfolk,  Virginia, 
to Comiaander Task Force  68 for duty, 

15 »or.  - 2 Deoa Moored at N.O.B., Norfolk, Virginia^ 

Moored porteide to Piar 5, N.O.B«, Sorfolk, Virginia« Loading 
equipjosnt,   aupplies,   stores and ©ncbarking oivilian observers and 
personnel of CTF-68. 

a«pla©»4 boat ohooks on forward deck with steel pedestal for 
Horseman ski plane and ohooks for two plane reament boats* 

Replaced grating on fantail for twenty-seven sled dogs» 

81 Nov. Moored at H.O.B«, Norfolk, Tirginia, 

Transferred 27 sl«d dogs from USCG NORTHIflHD to this vessel* 

2 D«©* underway fro» I.O.B», Norfolk, Virginia. 

0946 Rear Idairal R.B. BTRD, Officer in Charge Intarotio 
Dsvelopaant projeotc  oawe aboard on official oall*    1500 Rear 
läairal BTSL left the  ship»    1516 Uaderway fro» pier Three (5), 
1*0.B*# Norfolk, Virginia, for Balboa, Canal 2on#, with Rear 
idairal CRIJZEN, CTF-68, OTC, and staff aboard this vessel,  in 
ooapany with U.8.S* PINE ISIAND (AV-U)t Ü.S.S. BR(MNS0N (DD-868) 
and USCG NORTHNIHD* 

5 Dec.  1200 ?os. S2011.S«N* Lat.,76O05»W. Lon. 

Steaming on southerly course in coluam with U.S.S. MOULT 
OLYMPUS guide, in ooapany with U.S.S. PINE ISIAND, U.S.S, BRÖtNSON, 
and USCG NORTHNIND. 

4 Deo* 1200 Pos, 26035«N.Lat*, 74051«W. Lon. 

Steaming as before.    USCG NOKTHSfIND having trouble main- 
taining speed of guide, ordered to proceed independently to Balboa, 
Canal lone. 

6 Deo.  1200 Pos. 20O10»N. Lrt.,  74O05»W. Lon. 

Steaming as before.    0657 Ü.8.S. PINE ISIAND (AV-12) detached, 
ordered to proceed to Balboa,  Canal Zone independently. 

6 Deo. 1200 Po». Standing out of Canal Zone. 

2135 U.S.S,  BROWNSOH (ÜD-S68)  detached,  ordered to proceed 
to 3»lboa,  Canal Zone  independently. 
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RESTRICTED 

7 Dec,  1200 POE.  paftsing through Pftnama C&nal 

1108 Arrived at Colon breakwater and  started through Canal 
astern of  the  U.S.S,  FINE  ISLAND  (AV-12),  1244 Entered Gatun 
Locks»  1702 Entered Pedro kiquel Locke, 1803 Enteren üira- 
floro» Locks.  1943 Moored  starboard  aide  to pier 18,  Balboa, 
Canal  Zone, 

8 Dec» ifoored at Balboa,  Canal Zone» 

ifoored starboard side  to pier 18,  Balboa,  Canal Zone, Receiving 
stores and equipment aboard» 

9 Dec» Moored at Balboa,  Canal  Zone» 
Moored  starboard side to pier 18»  Balboa,   Can«-1 Zone« 

10 Deo.  1200 Pos» 08046»N. Ut.,79O05»W. Ion» 
1011 Underway from pier IS,  Balboa,  Canal Zone enroute to 
Little Ajoerioa, Antarctica, with CTF68 and staff aboard thii 
•hip in coapany with Ü.S.S. PIKE ISLAND (AV-12), TJ.S.S. 
SENNET  (SS-408),  U.S,S.  BROWHSON  (DD-868)  and ÜSCG NOMTKrHD. 

11 Dec» 1200 po«. 05059«K. Lat., 81067»8n^ Ion. 
Steaning as before. 0800 Executed formation •oboe* of CTP68 
Operation plan llo,2-46, U.S.S. MDITNT OLIMPUS in ©oaipany with 
TJ.S.S. SENNET steaminc along assigned track in accordance 
with CT?68 dispatch» 1100 Sighted »peio Island (5o69«0r,N., 
81034»27H bearing 131^., distance 19 miles. 1900 Retarded 
clocks one hour to sone plus 6 time» 

12 Dec. 1200 Pos. 00026»S. Lat., 85004«W Lon. 
0750 Crossed the equator at longitude 84059«W, Traditional 
equator crossing celebration held and »11 "pollywogs" 
initiated as "shellbacks11» 

15 Dec. 1200 Pos. 04059.2»S.Lat.,  86040»¥»Lon. 
Steaming as before, U.S.S. SENKET eonducting trim dites» 

14 Dec.  1200 Pos»09o17«S.Lat.,  91025.5»W.Lon. 
Steaming as before» 

16 Dec.  1200 Pos»  14004»2«S.Lat,,93044.6»V.Lon« 
Steaming as before. 

16 Dec.  1200 Pos.l8068#2»S.Lat.,  96032»ir» Lon» 
Steaming as before.  1900 Retarded all clocks one hour to sone 
plus 7 time» 1925 Sounded Fire Quarters,   small fire   in star- 
board boat deck life raft at frame 100. 1956 Secured Quarters. 
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17 Dec.   1200 Pos,   25053#5,S.,   99 26t1A'.Lon£# 

Steaming as before,     2130 Commenced taking  soundings 
beginning at 346 fathoms and  decreasing slowly until  2143 
when sounding was  186  fathoms.  From 2153 until  2217  soundings 
increased slowly from 185 fathoms  to  462 fathoms.     2230 
Fathometer indicated no bottom«    Chart indicated no bank of 
such depth in this position,    2130 Position 25049»&0"Sf  100° 
39»20lfW.    2153 Position 25U54»10"S.,   100041»40" W..     2217 
Position 26o01»60wS.t   100045«30WW.# 

18 Deo«  1200 Pos.  28046»S, Let,,   102O22.8»W.Lon. 
Steaming as before. 

19 Dec,  1200 pos.  33050«S.Lat.,   105O39«W.Lon. 
Steaming as before. 

20 Deo.  1200 Pos,  5$o14,2tS*I)at,P109O08»W.Lon 
Steaming as before« 

21 Dec,  1200 Pos.  42016,2»S.Lat.,112044,2»W. 

0447 Ü.S.S.  CAKISTEO (A099) joined the fonaation and took sta- 
tion in preparation for fueling exercise.  0825 Commenced 
making approach on CAJIISTEO for fueling exercise,    0934 

Commsnced fueling,    1123 Completed fueling,    1156 Took station 
astern of CANISTEO while SENNET fueled,    1735 SENNET couple- 
ted fueling.    CANISTE0 returning to her  station fifty miles 
on port beam of this vessel, 

22 Dec. 1200 Pos, 45o30»S,Lat,, 116046,5»W,Long. 

Steaming as before. 

25 Dec. 1200 Pos. 49028.7»S Lat,f iai031«W Long, 

Steaming as before, 

24 Dec.  1200 Pos,  53o29,l«S.Lat,i127O10.4'W.Long. 

Steaming as before. 

25 Dec,  1200 Pos.  56O59.4'S.Lat,,153O07,2»W.Long. 

Steaming as before.  1900 Retarded all clocks one  hour to  tone 
plus 9 time. 
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26 Dec.  1200 Poi*  61o10.ö'S.  Ut«g   lS9o49,0rBf. Lon. 

Steaiiing ae b«for®*    1036 U,SaS.  CANIST50 joined formÄtion. 
1800 Sighted first iceberg bearing 1560T.,   dittanoe 18 mile«, position 
14l022»Tf.,  620i5«S.. 

27 Dec.  1200 Pea. 65061»40*S. Ut.#  US^l'SO*!.  Lon, 

Steaming as before« 0436 USC(J NORTHWIM) joined formation. 
1630 Opened distance in formation to 1000 yards. 1900 Reatarded clocks 
one hour to ion« plus 10 time» 

28 Dec, X200 pos. 66041.9«S. Lat., 159035»W. Lon. 

Steaming as before,   in column open order, guide  in this 
resscl  in coapany with U.S.S. CANISTEO  UO-99), U.S.S. SENKET   (SS-408) 
and USCG H0RTHW1SD.     1145 Cowaenced getting numerous radar contact« 
on icebergs of rarious sixes«    Steaming at various course» to avoid 
icebergs* 1900 Retarded clocks one hour to sone plus 11 time« 

29 Dec.  1200 Pos,  66046,4«S.lattf  170O51.9»W.  lon. 

Stesaing as before.    U.S.S.  CANISTEO (AO-99)  fueled USCG 
HORTHWIHD and U.S.S. SEH1ET (SS-408).    Crossed the Antarctic Circle. 

50 r*c. 1200 Pos. 67024»S.Ht.t  179048«W. Lon. 

Steaming as before.    1044 Sighted Scott Island bearing 244°?. 
distance 16 miles.    1200 U.S.S. MSRRICI  (AK-97) joined formation. 
1202 USCG HORTHfflHD left fomatioa on reconnaisance around Scott Island. 
1505 U.S.S. CAUISTEO ocaneenoed fueling U.S.S. YAHCBT, U.S.S. MERRICK, 
and the Ü.S.S. SEIKEt.    1569 Sighted pack ice sll around the horison 
ahead of this ship.    1422 Commenced steering at various courses and 
adjusting speed to maintain approximate position 6T048«S.,  179024.2»ir.. 
Upon completion of fueling exercise U.S.S. CAJflSTEO detached and ordered 
to proceed to renderrous with Eastern Group. 

51 Dec. 1200 Pos. 6,T049»S. Lat., 180000»ll« Lon. 

Hove to approximately 12 miles Horth of pack ice  in company 
withü.S.S. MERRICK,  U.S.S.  YAHCBT, U.S.S.  SEHKET,  and USCG NORTEWTND. 
1026 Underway entering into the outer limits of ice pack.    1066 Hove 
to.    Conference of all Conmanding Officers of the Central Group aboard 
U.S.S. MOUST OLYHPUS.    1527 Rear Admiral CRUZEK,  CTF-68 and part of his 
staff transferred to the USCG HOPTrfflKD for the passage through the 
ice pack.    Underway in column with USCG NOETHIflHD guide, U.S.S, MERRICI 
# U.S.S. YAHCBT, and U.S.S. MOUITT OLYKPUS respectively«    Entered ice 
pack,   steering at various courses and speede  to maintain position in 
column. 
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1 Jan.   12CO Pos.   G9017.5«S.  L^t.,   179044.7'E,   Lon« 

UÄd«nray proceeding through medium pack  ice with ÜSCG NORTHWINI) 
guid«   in oompiaiy with Ü.S.S.  MEraiCK   (jLK-97),  U.S.S. YAJJCEY   Ui-95), 
and U.S.S,  SEILET   (SS»408)#    Steering v&riouB  courseE  »nd  «peedr  to 
maintain poeition.     Stopped numeroue  time« by pack  ice.     1555 Fonri&tion 
lying to while USCO NORTHWIND reconnoiter«  to  the Southward,     1758 
Underway »hifting to new position in the   ice.    1917 Lying to in olear 
water using various  oourses and speeds  to keep olear of  ice. 

2 Jan.  1200 Pos.  69017.6'S«  Ute,  179049,5»E.  Lon, 

Ly^jag to maintaining poiition in clear water. 1838 Chief 
of Staff and Captain MOOSE, Coaaianding U.S.S* MOUNT OLYMPUS, left the 
ship to attend conference of CoasBanding Officers with CTF-^B aboard 
the USCG NORTHWTHD. 2035 Chief of Staff and Captain KOORE returned to 
the ship« 2250 Undemay tn ooluxm in the following order» USCO NORTH- 
WIND GUIDE. Q.S.S. MERRICK (AK-ST), U.S.S. VOUHT OLYMPUS (AGC-8), 
U.S.S. YASCEY UK-95), and U.S.S. SEKKSt (SS-408). 

5 Jan. 1200 Pos. 69017.5»S. Lat., 179027.8'B» Lon. 

0400 Forward progress of formation stopped by heavy pack  ice, 
USCG NORTHSriHD maneuvering to take U.S.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.  69018.0»S.  Lat.#  179050»3«SS  Lon. 

Attempting to shift out position in heavy pack  ice. 
0800 Situation in vicinity of U.S.S. MERRICK.  U.S.S.  YANCEY rapidly 
moving to a critical  stage.    Two large  icebergs moving with the 
current into the face of the wind.    Haavy pack ice moving with the 
wind opposite the  general direction in which the  icebergs are moving, 
piling up  pressure  ice ahead of the   icebergs*     U.S.S. MERRICK and 
U.S.S. YANCEY froten in solid in the path of the   iceoergs,    U.S.S, 
V.OUMT OLYMPUS present position not in any iiswdiate danger.    USCG 
NORTHWIND    requested to  return to  this vicinity as  soon as possible. 
1246    Put three experiencer! men.  Dr.  Paul  Siple,  Capt.  Boyd,   USMC, 
and Mr. Perkins  (Fish & Wild Life representative) on the  ice to 
study ice conditions in view of possibility of moving men on foot 
over the  ice«    1350 USCG NORTHWIND sighted returning to our assistance. 
1402  Ice party returned.    1155 USCG SCKTHWIHD broke U.S.S. YANCEY out 
of the  ice  into  clear water astern of the  icebergs.    1727 USCG 
NORTHTfIND breaking  ice around U.S.S. VERRICK. 
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5 Jan»  1200 Po«.   69o04,S.  L&t.,   179045#5»E,  Loa». 

0045 Underway to form column ÜSCG NORTHVflND breaking  ioe  ahead. 
0113 Formed column with USCG NORTHITISD guide,  U.S.S. MERRICE,  U.S.S. 
YANCEY,   and U.S.S.  MOUNT  OLYMPUS  respectively.     0328 Hove  to with bow 
in ioe while USCG NORTHWItfD proceeds  to  the   North to tow U.S.S.  SENNET 
(S5-408)  back to vicinity of Scott Island« 

6 Jan.  1200 Poa. 69°41,8*3• Let.,  179043.5'E» Lon. 

0157 USCG NORTHWIND returned, all ships underway in column 
as follows; USCG NORTHWIND guide, U.S.S. MKRRICK, U.S.S. MOUNT OLYMPUS 
and U.S.S. YANCSY.    Underway throughout the  day» 

7 Jan.  1200 Pos.  70o1692»Se L»t#i  178018.0'-ar. Lon,. 

0400 Reversed base course to retura to clear water pool to 
Northward. Hull at frame 55 starboard leaking at rate of 1 gallon per 
minute.    0825 Lying to  in clear water. 

8 Jan.  1200 Pos.  70013.0»S. Lat.,  178019#2»-». Lon. 

Lying to. 1942 Chief of Staff and Dr. Paul Siple left the 
ship for a conference aboard the USCG NORTIWIND with CTF*68. 2052 
Chief of Staff and Dr. Sipl« returned aboard. 2100 USCG NORTHWIND 
left group for reoonnaisanoe of ioe pack to the Southwest. Commanding 
Officer of U.S.S. MERRICK, O.T.C. Qf remaining ships. 

9 jaa. 1200 Pos. 70o13.0»S. Lat., 178019.2»W. Lon. 

Lying to.  1150 USCG NORTHWIND returned. 1900 USCG NORTHWIND 
left group to scout ice pack. 2056 USCG NORTHWIND returned. 

10 Ja^. 1200 Pos. 70o18*5»S« LAt., 178017.8»W. Lon. 

Lying to 0858 Underway in oolumn with USCG NORTHWIND 
guide,  and U.S.S. MERRICK, U.S.S. TANCEY, and U,S,R, MOUNT OLYMPUS  in 
that order.    1517 Lying to with bow in ioe« 

11 Jan.  1200 Pos, 70o28#4«S. L*t.,  178032.8»W. Lou. 

Lying to,  0915 Underway to  form column in the  following 
order:  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.    71047.8-S.  Lat.,  179009.0'W. Lon. 

Underway,   steaming as before through ice pack. 
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13 Jan,   1200  Pos.   73058.5'S.Lat.f179041'W.Long. 

Underway,   stealing as  before   through  ice  pack« 

14 Jan.   1200 Poe.   76046'S.»Lat.,   178052«W-Long. 

Underway,   steaming as before through ice  pack.   1300 
Formation stopped.     Ü.S.S.  MOUNT OLYMPUS took position astern 
of USCG NORTEWIKD.  New order  in formation as follows« USCG 
NORTHWIND guide,  U.S.S.  MOUNT 0LYÜPUS,  U.S.S.  KERRICK,  and 
U.S.S.  YMCEY,     1345 Rear Admiral CRUZEN,  CTF-68  returned 
aboard U.S.S.  MOUNT OLYltlPUS.   1352 Proceeded underway in new 
column order,   stan 
13 knots.     2130 Entei 

andard distance  700 yards,   standard  speed 
Entered Ross Sea  (Pos.  77Ö37»S.,   1730lb'W8). 

15 Jan. 1200 Pos,  78023«S.L&t.,   164O00t^.Long, 

Underway  iteamlng as before through Ross  Sea,    0005 Sighted 
Roes  Sea  ico  Barrier ahead,  bearing 1350T.    0040 USCG NORTH- 
WIND ana  u ." s vessel left formation to explore  Discovery Bay. 
0110 Reversed course,  reformed oolumn and proceeded on East- 
erly course along Roes Sea Ice Barriar,  distajice one mile, 
0615 passed Lindberg Inlet on starboard beam,  distance on© 
mile«    0828 Approaching entrance to Bay of Whales.    All  ships 
proceeding independently,    0843 Hove to off entrance  to  Bay 
of Whales,  0930 Rear AdmAral CRÜZEN,CTF-68 and part of his 
staff transferred to ÜSCG NORTHWIND. USCG NORTHWIND pro- 
ceeding into Bay of Whales.    Coirmenced to clear bay of ice. 
1545 Helicopter from the USCG NORTHWIND dropped film on fan- 
tail of this  ship.     1744 USCG NORTHWIND  standing out of 
Bay of Whales. 

16 Jan.  1200 Pos.  78022,S,Lat.,164 15«W.Long. 

Lying to off entrance to Bay of Whales in company with 
U.S.S. MEBRICK and U.S.S, YANCEY. USCG NORTHWIND in Bay 
of Whales» 0120 Underway, steaming on course 3150T, for 
purpose of establishing ccinmunications with Task Unit 
north of ice pack. 0400 Reversed course to 1450T,, return- 
ing to former position off entrance to Bay of Whales. 0800 
Members of Staff and party left ship for USCG NORTHWIND which 
is standing out of Bay of Whales, 0842 USCG NORTHWIND 
standing into Bay of Whales, 1718 Commanding Officer of 
USCG NORTHWIND came aboard,  1905 Commanding Officers of 
YANCEY and MERRICK came aboard.  j943 CTF-68 and Commanding 
Officers of MOUNT OLYMPUS. YANCEY, MERRICK left ship to 
go aboard USCG NORTHWIND to observe ice conditions in Bay 
of Whales, 2058 DSCG NORTHWIND standing out of the Bay of 
Whales. 2119 Captain returned aboard. Commanding Officer 
of MERRICK and YANCEY returning to their respeotire ships. 
Lying to for rest of day. 
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17 Jan. 1200 Pos. 7802S'S.LÄt« .IG^ES'W.Long, 

Lying to ae before off entrance to Bay of Whalec.  2306 Trans- 
ferred Staff officers and men to the U.S.S. YANCEY (AKA-95)« 

18 Jan. 1200 Pos. 78024«S.L&t. #164
O03'y.'.Long. 

Lying to as before off entrance to Bay of Whales. 0045 U.S.S. 
YANCEY proceeded into Bay of Whales in company with USCG 
NOHTHVnND and mooreo to the Bay ice« 

19 Jan. 1200 Pos. 78027«S.L&t.,164 OO'W.Long« 

Lying to as before off entrance to Bay of Whales.    0825 Trans- 
ferred Captain QUACKENBUSH,  Chief of Staff,  TP-68 and various 
observer personnel to Base Caaip,    160o Captain QUACKENBUSH 
returned aboard. 

20 Jan.  1200 Poe.  78027»S.Lat.,1640W.Long. 
Lying to as before off entrance to Bay of Whales.  1323 Rear 
Admiral CRTJZEN,  Captain MDORE and Captain QUACKENBUSH left 
ship to  go aboard U.S.S.  YANCEY for conference.    1530 Rear 
Admiral CRUZEN,   Captain MOORE,  and Captain QUACKENBUSH 
returned aboard.    1628 USCG NORTHWIND standing out of Bay 
of Whales proceeding to northerly direction for randesvous 
with U.S.S. PHILIPPINE SEA  (CV-47) north of ice pack. 

21 Jan. 1200 Pos.  78027«S.Lat.,  164O10»W.Longo 
Lying to  as before 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 
Dslnij; various  courses and speeds to eater Bay of Whales. 
1250    Entered Bay of Whales.  1332 Moored  starboard side to 
ice  in Bay of Whales, maintaining regular sea watch in prep- 
aration for  getting underway,  1600 Commenced unloading chip. 

23 Jan.  1200 Fos. Moored in Bay of Whales. 

Moored as before  in Bay of Whales.     Iceberg approaching 
ships through Bay entrance.    2254 Using various  courses and 
speeds to get clear of Bay ice.     2310    Passed towing 
hawser  over  ice  to U.S.S.   YANCEY to assist that  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.  iffiRRICK  if necessary. 
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24 Jan. 1200 Pos. Lying to off Bay of Whales. 

0000 Standing out of Pay of Whales.  0530 All ships out of 
Bay of Whales.  Lying to off entrance zo  Bay of Whales. 
1551 U.S.S. YANCEY re-entered Bay of Whales.  1350 Entered 
Bay of 'Whales.  1937 L'ooreJ starboard side to ice shelf. 
This ship, VERRICK, and YA\TCEY now moored to ice shelf, as 
befor«,, 

25 Jan, 1200 Pos. Moored in Bay of Whales, 
Moored as before c 

26 Jan. 1200 Pos. Moored in Bay of Whales. 

Moored as before, 

27 Jan, 1200 pos. Lying to off Bay of Whales. 

Moored as before.  0630 Heavy snow storm set in with 25 
knots of wind, 0700 Observed Bay ice beginning to crack. 
Our mooring lines insecure. 0740 Underway, using various 
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 Officer 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. JffiRRICK 
standing out of Bay of Whales. 0923 U.S.S. MERRICK 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 
2° list of ship to port; ship now on even keel. 

29 Jan. 1200 pos. Lying to off Bay of Whales, 

Lying to as before off Ross Sea Ice Barrier,  2050 Standing 
in toward Bay of Whales, 2121 U.S.S. MERBICK standing into 
Bay of Whales. 2324 Using various courses and speeds to re- 
enter Bay of Whales, 

30 Jan. 1200 Pos. Moored in Bay of Whales. 
Lying to as before off entrance to Say of Wnales,  Underway 
steaminr 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, MERRICK came aboard for conference. 1720 Commanding 
Officers, YANCEY, and MERRICK left ship, 1725 Standing out of 
Bay of Whales, 1736 Lyinr. to off Ross Sea Ice Barrier. 1836 
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Sighted  USCG   NORrri.YIND bearing 2S30T.,   distance   13 J miles. 
2013     Standing   into   Bay  of Whales.   2052  Conmenced  transferring 
first mail   froir. USCG  NORTHWIND to   this   shio   since   departure 
from Balboa,   Canal  Zone. 

1  FEB.1200 pos.   Lying  to   off  Bay of Whales. 

Lying  to  off entrance   to Bay of Whales,     U.S.S«  SffiPRICK 
(AK-07),  U.S.S.   YASCET  (AK-93),   and USCG NORTHKIRD arc moored to   ic« 
in Bay of Whales.     1501 Transferred personnel  to  Baae  Camp,     1546 
Stood out of  Bay of Whales.   1400 Lying  to off entrance to  Bay of Whales. 

2 Feb.  1200 Pos» Lying to  off Bay of Whales. 

Lying to as before off entrance to  Bay of Whale«.  1250 : 
Using various  speeds and courses to  stand into Bay of Whales.  1322 
koored port side to U.S.S. IffiERICK  (AE-97)  ia Bay of Whales, 

5 Feb.  1200 po«. Koored in Bay of Whale«. 

Moored as before,   to U.S.S.  MERRICK  (AK-d7), 

4 Feb.  1200 Po«. Moored  in Bay of Whales. 

Moored as before to U.S.S. MERP.ICK*    1010 Stationed 
speoial  sea detail a« precautionary »easure, while U.S.S, MERKICK 

was in process of moving stem closer to ice.     1322 Underwater Demoli- 
tion Team ^4 in charge of Lt.   (jg)  IVERSON conaaenced swimming test«, 
using «pecial rubber suits, along the   starboard side.    1504 ÜDT-4 
secured from swimming test with  successful  results. 

5 Feb.  1200 po«.  Moored in Bay of TÖiales. 

Moored as before. 

6 Feb. 1200 po«. Moored in Bay of Whales. 

Moored as before.    1700 Rear Admiral R.H.  CRUZSK,  CTF-68 
and part of hi«  «taff of TF*€8 left «hip to board USCG S05THWISD. 
1845 Rear Admiral R.E.  BTFD left the   «hip  for Base Camp.    1848 
Underway    for Scott I«land. USCG NORTHWIKL assisting this  ship  in 
getting clear of U.S.S. KBERICK ^nd Bay ice»    1940 U.S.S. MERRICE 
(AI-97) and U.S.S.  TASCET,  and U.S.?.  IIOTJHT CLY^TUS  following in that 
order.    Speed 10 knots,  course 501°^.     2132 cleared local pack around 
entrance to Bay of Whales. 

7 Feb.  1200 Pos.  7702S«£ft  Lat»,   174o40'W.  Lon. 

Steaaing a« before.     0926 Entered area of freeiinr water. 
1200 passing through area of medivai    and  large  tabular  iceberg«. 
2130 Base   course now 3400T»  2155 Commenced  taking Fathometer  reading», 
Depths  indicated 152  - 214 fathom«« 

Annex  I  (f) - 13  •• 



CONFIDENTIAL 

8 Feb. 1200 Poe. ?4056a5»S. Lat., 178058«E. Lon. 

Staajjiin^ ac before,     0030 Commenced  taking:  soundings with 
f&thometerj   fathometer  indicated  depths of 206 - 240 fathoms.     Passing 
through areas  of clear water with occasional  large  tabular icebergs, 
1600 Fathometar   indicated depths  of 132  - 160  fathoms,     1800  Fathometer 
indicated depths of 195  - 213  fathoms.     2518 Sighted U.S.S.   BURTON 
ISLAND bearing 0200T.,   distajice   12 miles*     2330 Hove  to awaiting arrival 
of U.S.S.  BURTON  ISLAND. 

9 Fob,  1200 Pos.   71038»S.  Lat.,  178038»E.  Lon. 

Lying to at southern boundary of Ross Sea Ic© Pack awaiting 
arrival of U.S.S. BURTON ISLAND (AG-8e). 0010 U.S.S. BURTON ISLAND 
joined task group. 0025 Received U.S. Mail from BURTON ISLAND. 0208 
Undenway on course 000 ?• through fairly heavy but loose pack ice» 
035S Entered open water with scattered growlers« 0630 Entered ice pack* 
1130 Entered thick ice pack. 

10 Feu. 1200 Pos. 70O23»S. Let., 177057»E. Lon. 

Steaming as before through Ross Sea loe pack. 0117 All 
ships lying to while USCG NORTHWIND freed U.s:s. MERRICK from ice. 
0215 Resumed formation. 0236 Lying to while NORTHWIND and BURTON 
ISLAND attempt to locate lead through the ice pack. 0725 BURTON 
ISLAND breaking us clear. 0826 BURTON ISLAND resumed position in 
formation, 0830 Resumed position in column, 1200 Formation course 
changed to North.  1614 Lying to in open water while USCG NORTHWIND 
scouted the ice pack.  1639 NORTFiYIND returned to position in formation 
going ahead on various courses and speeds in largely open water, with 
some growlers.  1730 USCG NORTBWIHD left formation to scout ice pack. 
Increasing winds and snow storm decreased visibility greatly,  1800 
Visibility reduced to 1000 y&rds because of heavy snow.  2010 Steering 
engine airbound unable to move rudder. Lying to.  2017 Making all 
preparation« for being towed by USCG NORTHWIND.  Repairing steering 
engine. 2033 Steering by hand# 2205 Steering control shifted back to 
pilot-house. 2206 Gaining position to put bow into ice pack headed 
into wind.  2345 Bow into ioe approximately 450 yards to starboard of 
U.S.S. YANCEY (AK-93). 

11 Feb. 1200 Pos. 70O01,5»S. Lat,f 177
049»E. Lon. 

Steaming as before through Ross Sea loe Pack, presently 
lying to with bow into ioe ridiag out bliitard and sleet storm, visi- 
bility 400 yards.  0045 Visibility increased to 5 miles.  0S00 Visi- 
bility reduced to one mile.  1520 U.S.S. BURTON ISLANL proceeding South- 
west on  scouting mission. USCG NORTHWIND» proceeding Northward on 
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Soouting miaeion«    1652    Moving «hip to new position 3D00 yiird» 
to port of U.S.S.  MBRRICK»    U.S.S.  TA5CEY »oving to new position 
700 yird» on our port bow,    1827    ForaAtion und«rw*y proceeding 
on Northerly oourse, U.S.S.  BUMOS ISULKD guide, U.S.S. MSERICK, 
U.S.S. YAKCET,  *nd U.S.S.  »OUST OLYMPUS.    1902 Sighted ÜSCG 
NBRTHWHSD bearing OOS0?*» 1918 USCG HORTEirun} oAae Alongside port 
quarter to transfer mil and Admiral CKUZSK's personal effects« 
1932 USCG NORTHrnflJ assuiasd position as guide.    1954 Steaming 
through light ice pack.    2116 U.S.S. MSRRICI lost use of rudder as 
ice  sheared pin holding rudder te rudder post.    2154 This ship 
ordered to proceed on fortherly course  in Company with U.S.S. 
YANCEI and U.S.S. B'JKTOH ISLAHD.    USCG lORTHITIlD preparing to take 
U.S.S. MEEBICK in tow.    Pack ice thinning. 

12 Feb. 1200 Po«. 67048»S« Lat## 17705U5«1. Lon. 

Staa&ing as before through ice pack*    0145 Steaming through 
largely clear water with aacy small and medium sised growlers and occas- 
ional large tabular icebergs,    passed through main part of ice pack. 
0924 Entered open water with scattered small growlers.    1044 Ü.S.8. 
B1TRT0H ISLAHD left formation and proceeded southward to meet USCG 
HORTHHlin) and U.S.S. MERRICX.    1146 Herersed course# took position 
2500 yards on port beam of U.S.S. YANCET.    1816 HOTS to, off edge of 
growlers field awaiting arriral of U.S.S. BUETOH ISLAHD.    1950 Under- 
way at rarious courses and speeds to shift position clear of icebergs« 
2000 Sighted U.S.S. BUHTOI ISLAID.    2015 MaHAurering to allow boat 
from U.S.S.  BUETOK ISLAND to come alongside, to transfer personnel 
tc  this ship. 

IS Peb.    1200 Pos. 68002.5»S. Lat.,  17605S»1. Lon. 

Steaming an various courses and speeds as necessary to main- 
tain position outside of ice pack in area of scattered tabular icebergs. 
2009 Sighted Scott  island bearing 062oT»t   distance  7 miles.    2047 passed 
Scott Island abeam to  starboard distance 2000 yards.    2117 Stopped» 
lying to 5 miles Northeast of Scott Island. 

14 Feb.  1200 Pos.  67018»S. Lat.,  179051.6W. Lon. 

Lying to as before off Scott Island,    Awaiting return of 
U.S.S. BUHTOH ISLAND from Little America.    0858 Lowered small boat to 
scout Scott Island for possible landings.    Lt,Camdr. MEAGHER in charge 
of landing party, which eemsiste of fmur officers,  three oirilians, 
and two enlisted men.     1028 Landing party returned.    Io landings made 
on Scott Island.    Lying to  rest of the day» 
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16 Fob,  1200 Pos.  67021'S. IAUS  lT9058nr. L*B« 

Lying to *» before  off Scott  Itland.     1616 He&Ty »now 
storm. viBibility decreased to less  than one mile,    1720 Visibility 
now about 10 »dies,     1800 Heary enow storm with wind up to thirty 
knots,  lying to  rest of day usin^ various  oourses and speeds  to 
rasa in headed into wind, 

16 Feb. 1200 Pos. 67018»S. Lat,#  17905S'ir, LOä« 

Lying to a« before off Seott Island.    Using Tarious courses 
and speeds to remain headed into wind» wind about 10 knots.    Lying to 
rwst of day» 

17 Feb. 1200 poa.    670ia«3. Lat«,  179069»I(» Lon» 

Steaming as before in ricinity of Scott Island, 1421 
Fired 150 rounds of 50 caliber emaunitioa for test purposes. 2005 
Entered moderate snow storm, Tisibility reduced to about 3 miles» 
2030 Visibility deoreased to about 100 yards, 2055 Bmorged from snow 
storm« Visibility opened to about 10 miles, 

18 Feb. 1200 Poa. 6702S»S. L»t,, 179067'W. Lon. 

Steaming as before in violnity of Scott Island,    0904 All 
engines stopped and hove to for repairs in the engine room to the 
steam throttle  valve.    Repairs completed, engines now in normal 
running condition.    1500 Ä^wrcised at general  drills.    1400 Steaming 
around Scott  Island,   distance J mile to conduct soundings of adjacent 
waters,    1439 Making run on iceberg for 50 caliber machine gun drill, 
expending 500 rounds. 

19 peb, 1200 Pos. 67025»S» Lat., 179051»2. Lon# 

Steaming as before in vicinity of Scott Island» 1500 
Exercised at emergency drills. 1325 Secured from all emergency drills. 

20 F«b, 1200 Pos. 67021«S. Lat., 179046»E. Loa. 

Steaming as before  in vicinity of Scott Island,     1300 
Exercised at General Quarters,    Comttenced run on iceberg.    1550 
Secured from General Quarters. 

21 Fsb.  1200 pos, 67025«S. Lat,,  179049»Ä, Lon. 

Steaming as before in vicinity of Scott Island, 0150 Heavy 
fog set in, visibility reduced to 2^ miles. 0200 Steaming through heavy 
snow flurries, Stsaming in fog rest of day# 
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22 Feb.  1200 ?c».  67023!S.  Lat.,   179°52'E, Lon. 

St«aiftin| A« before   la Ticinity of Soott leland,,     1904 
Stopped,  lying to 9f milei northeast of Soott laland. 

25 F«b. 1200 Po«# 67o50»S. lAt.,   i79059»E* Lon, 

Lying to a« before off Scott Island« 0000 Underway on various 
courses and speeds to maintain position 4-12 miles from Soott Island* 
0010 Heavy snow flurries set in, visibility reduced to 60 yards,     1102 
Steaming toward northern edge of Ross S«a Ice Pack for purposes of 
scouting paok ice conditions,  in coBpliance with CTF-^S dispatch T-A- 
Tdl8 2320462 of Fabruary 1947»    St®*aing through areas of poor visibility 
with occasional heavy fog» 

24 F«b« 1200 Pos. 69019»S« Lat« 175O00»Tfo Lon» 

Steaming as before* 0325 Entered Ross Sea Ice pack for 
soouting purposes»    1116 Left ice paok on course 0500T» and entered area 
of water free from ice«    Resumed steaming in order to  scout edges of ice 
pack.    1540 Steaming through field of tabular ioebergs, moderate to large. 
1545 Steaming through area of loose paok, heavy pack one mile to port. 
1859 Retarded all ships clocks one hour to plus 12 tone time. 

26 Feb. 1200 Poa. 68O50.7»S. Let#t 179055»E. Lon. 

Steaming as before.    Running through olear water with reduced 
visibility, encountered heavy fog and occasional rain squalls.0647 
Entered area of freezing water and numerous    scattered pieces of ice« 
0722 Sighted ice pack dead ahead,  distance 6 miles.    1200 Advanced date 
to Wednesday, February 26, 1947«    1500 Exercised at general Quarters. 
2223 Proceeding on northerly course to Join U.S.S,  BURTON ISLAND with 
CTF-68 embarked,  in accordance with CTP-68 dispatch 2607412 of February 
1947. 

27 February.  1200 Pos.  68059»S Let.,177°27»6»E. Lon. 

Steaming as before  to rendezvous with U.S.S« BURTON ISLAND« 
0700 Steaming through area of numerous large growlers. 0755 U.S.S« 
BURTON ISLAND reported bearing 1670T.,   distance 4770 yards by radar. 
0740 Sighted U.S.S.  BURTON ISLAND bearing 1580T. wsd 5400 yards distance. 
0746 U.S.S.  BURTON ISLAND ststnding in on starboard beam closing disti^ice 
to 700 yards.    0801 U.S.S. BURTON ISULND assumed position 600 yards 
astern guide.    Steaming through area of numerous  growlers and reduced 
visibility,    0850 Forced draft blower on No.2 boiler out of commission. 
Repairs being made.    0859 Engine  room reported unable to maintain speed 
öf 10 knots«    Stopped engine8t   lying to in accordance with verbal orders 

of CTF-68,    0950 U.S.S.  BURTON ISLAND scouting areai to northeast.    0905 
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Engine   room reported ability   to   atoAai at 9,5 knots,   50  RPM,     0914 
Dting engines and rudder as neoessary to maintain  steerageway« 
0918 All  repairs  completed.  No.2 boiler baok on the  line,    0920 
Using various courses and  speed« to  gain position astern of U.S.S, 
BURTON ISLAND.    Visibility now about 1000 yards# Formation heading 
northward to  clear water in order to facilitate  transfer of personnel 
from U.S.S,  BURTON  ISULND to Ü.S.S.  MOUHT OLYMPUS«     1000 Visibility 
closing to about 300 Yards, U.S.S.  BURTON ISUÜJD trained searchlight 
aft to facilitate our  following her.    13S0 Lying to,  to transfer 
personnel  from BURTON  ISLAND to  this  ship«    1146 Rear Admiral R.E, 
BYRD, Officer in Charge Antarctic Development project and Rear Admiral 
R.H. CRUZEN,  CTF-68 returned on board«    O.T.C« aboard this  ship.    1146 
to 1600 transferred various personnel of CTF-68 and observers to this 
ship.    1760 Engines ahead 2/3, 10 knots, 53 RPM,  steaming on course 
557 T©    Underway for Wellington, New Zealand.    1930 Steaming through 
clear water passing nauay Moderate-sized tabular icebergs. 

28 Feb. 1200 Pos. 66059»S. Lat#,  177027»5»E. Lon# 

Steaming as before, passing through areas of snow squalls and occasional 
icebergs* 

1 Iflfcrch 1200 Pos. 62055'S. Lat.,  177040.2»E« Lon. 

Steaming as before.    0800 Ship beginning to roll heavily. 
Taking rolls from 15° to 52° to port and starboard.  0802 Changed course 
to Northeast putting stem into  seas.    0944 Changed course to Northwest 
headed bow into  seas.     1405 Changed course  to 3i00T» Wind abating and 
seas becoming much calmer.    1436 Reduced speed to 10 knots because of 
excessive vibration in propeller shaft when screw comes out of water» 

2 March 1200 Pos. 59036«S« Lat.,  175044.6»E. Lon. 

Steaming as before«    1500 Entered dense fog visibility 406 
yards.  1750 Fog lifted, visibility 8 miles.     Running through moderately 
rough seas. 

3 March 1200 Pos. 66014.5»S. Lat.,  176020»E. Lon. 

Steaming as before«    Seas becoming gradually calmer* 

4 March 1200 Pos.  51045«S. Lat.g 175043«S. Lon. 

Steaming as before. 
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5 March 1200 Pos*  47O08.5«S. Lat»,  175043»E.  Lon. 

Steaming at b«for«.    0947 Sighted USCG NORTHWIND bearing 
i600T.  distance  12*5 ailes,    0956 Using Tarious  increasing  speeds to 
test affect of vibrations on shaft allej and hull.    1055 Completed 
test on shaft vibration of alley and hull.    1246 USCG NORTHWIND took 
position in column 700 yards astern of this  ship  (guide)»    1415 
USCG NORTHWIHD dropped astern to obtain oceanographio data.     1852 USCG 
NORTHWIND resuiasd position in formation. 

6 March 1200 Pos.  43053'S. Lat.4   176016»K. Lon. 

Steaming as before.    0921 USCG NORTHWIND left fonaation to 
take core  samples.     1434 Sighted U.S.S.  BURTON  ISLAJiD bearing 506oT*, 
distance 10.6 sdle»u    1635 U.S.S. PURTON ISUÜSD    took position in OOIUHB 
700 yards astern this  ship  (guide).    2125 USCG NORTHWIND rejoined 
formation and took position 700 yards astern U.S.S. BURTON ISULND« 

7 March 1200 Pos. Koored at Wellington,  Kew Zealand 

Steaming as before. 0218 Sighted Cape palliser Light bearing 
0570T.,  distance 25 miles,    0307 Sighted Baring Head Light bearing 355.50 
T«,distance 6 miles.    0621 Using various  courses and speeds to  conform 
to dredged channel.    0658 Stopped,  Iwnered  starboard gangway to  take 
aboard pilot.  Captain P.S. PSTERSOK, BKZH* 0710 Passed Holswell point 
Light abeajjs,  distance  460 yards.    Pilot at conn.    0729 Koored portside 
to Aotea Quay, Wellington, New Zealand with six aanila hawsere and one 
wire hawser,  all  lines tripled.    0752 secured main e-igines.    0764 
Secured No.l boiler, No»2 boiler in use  for auxiliary purposes.    0756 
Pilot left ship.    0855  in accordance with CTF-68 dispatch 015054Z of 
Ärch 1947 all enlisted men fro» U.S.S.  YANCEY going to  the East Coast 
of the United States were  transferred to  this vessel.    0902 Received 
on board fresh provisions.    Koored as before  rest cf day with  regular 
in port watch set.    Receiving fresh water and telephone  service  from 
the  do ok« 

8 March 1200 Pos. Koored at Wellington,  Kew Zealand« 

Moored as before.     1740 Lighted off boiler No.l« 1945 
secu^d boiler No.2. 

9 March 1200 Pos. Moored at Wellington^ Few Zealand. 

Moored as  before. 

10 March 1200 pos.  Moored at Wellington,   Kew Zealand 

Moored as before« 
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11 M*roh 1200 Poi, Moored *t ««lllngtori^   Ne-w Zoaland. 

Moored aa before» 

12 March 1200 Pos, Moored at Wellington, How Zealand, 

Moored as before. 

IS March 1200 po». Moored at Wellington New Zealand» 

Moored as before» 

14 iftiroh 1200 pos» Moored at W*llingtont Rew Zealand* 

Moored as before»    1540 Mr» FRÄ.S1R, Priae Minister of Hew 
2eaiand8  caae on board for an official ▼isit,    1600 Mr# FRÄSER 
left the  ship»    Made all preparations for getting underway» 
1605 Tug alongiide to assist ship in getting awmy from dock. 
Pilots Captain P.S. PETERSOH» RNZW,  oaae aboard.    16S7 underway 
for Balboa, Canal Zone  in accordance with CTF-S8 dispatch 1222002 
of March 1947»    pilot at the conn# Steaming at Tarious courses 
and speeds to conform to dredged channel»    1646 Formed COXUBBI^ this 
ship guide, USCG NORTHWIND and U.S.8. BURTON ISIAHD in that order» 
1651 Pilot left the ship.    1347 With Cap« palliser Light abesa to 
port bearing 0l6oT»#  distance 4.3 miles, took departure on initial 
great circle course of 094OT*,  speed 14 knots,  77 RPtf.    2058 
Ü.S.S. BURTON ISLAND and USCG NORTHWIND left fonaatioa to proceed 
on assigned duty. 

15 March 1200 Pos» 41040»S» Lat., i75057»W» Loa. 

Steaming as before. 1055 Shifted steering control to auto- 
matic gyro pilot. 2400 Changed date to 15 Maroh, 1947 to conform 
to plus 12 tone description. 

16 March 1200 Pos. 41012.5«S. Lat.M  167046»W. Lon» 

Steaming as before.    0100 Advanced »hip's clocks one hour 
to conform to plus eleven time. 

17 March 1200 Pos.  40O43»6»5« Lat»,  161049»W. Lon» 

Steaming as before through hcary fog areas, risibility one 
mile. 

18 March 1200 Pos. 59032»S. L»t., 156027»W. Lon» 

Steaming as before,    passing through alternate fog and heavy 
rain squalls,     1146 Changed from gyro pilot to hand telemotor. 
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•t««rage*     1527 Casualvy  in steering engine  room due   to  extraction 
of wrong oonnecting pin;  veered  off course northward.     1529  Shifted  steer- 
ing to  trick wheel   in  steering engine   room and  reduced  speed to  l/3 
ahead«    1556 Resusk3d  eteerlng  control   in pilot house and changed  speed 
to  fthead   standard« 

19 Birch 1200 Po».  S8052»S.  L»t,f  150038flW.  Lon, 

Steaming as before  through low orercast and rain squalls 
and wind«  from 20 -  25 knot»e 

20 March 1200 Pos. S7O0T»S,  Lat.f  145015» W. Lon. 

Steaming as before through lew orercast and rain squalls» 

21 March 1200 Poi,  SS0!©^» Lat»,  15S016^, Lons 

Steaming as before through low overcast and rain squalls« 

22 March 1200 Pos.    52046»S« Lat„ 1350J&9nir, Lon« 

Steaming as before through low overcast and rain squalls« 

23 March 1200 poa« 50o24'S. Lat«,  127046»W. Lon. 

Steaming as before»    Sky becoming clear, velocity of wind 
increasing» 

24 March 1200 Pos» 27026»S»S. Ut»#  122047.5'W. Lon. 

Steaming as before«    Through calm seas and clear weather* 

25 March 1200 Pos« 24o05«S. Lat., 117057»Tr» Lon« 

Steaming as before» 

26 l^roh 1200 Poa« 20048«S. Lat»tf  llS
0lS»ir» Lon. 

Steaming as before. Passing through light rain squalls, 
1300 Bxerclsed at emergency drills« 1349 Secured from all emergency drills.. 

27 March 1200 pos.  17035'S, L*t.« 108033»ir. Lon. 

Steaming as before. 0100 Advanced ship^ clocks one hour 
to conform to plus 7  rone time« 

28 March 1200 Pos.  14o05»S.  Lftt»,  104000»W,  Lon. 

Stealing as before through Intermittent light rain squalls. 
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29 March 1200 Pos.   1002?'S,  L&t.,   99034'W.Long. 

Steaming as before. 0900 Coimandor Task Force  68 and Staff 
held personnel and material  inspection.   1130 Secured  from 
Admiral's  inspection, 

30 March 1200 Pos.  6 54'S.Lat.,  95034»W.Long. 

Steaming au before. 0100 Advanced ship's  clocks one  hour 
to confom to plus 6  tone  time« 

31 March 1200 Pos.  3015»S.Lat.,  91o09.ö'W.Long. 
Steaming as before through intermittent rain squalls. 

1 April 1200 Pos.  0o10'S.Lat.f  87033'W.Long. 

Steaming as before, 0001 Made radar contact with San Cris- 
tobal (Chatham) Island, of the Oalapagos, bearing 33i60T., 
distance 54 miles. 0155 Passed San Cristobal Island abeam 
to port, distance 43 miles*  2028 Electrical fire caused by 
a short circuit started in passageway B-0301LC. 2055 Fire 
extinguished* 

Z  April 1200 Pos. 3O00'K.Lat., 84 04.5«W.Long. 

Steaming as before. 

3 April 1200 Pos. 5046»N.Lat.. 81017.6'ff.Long. 

Steaming as before* 0100 iLdvanced  ship's  clocks one hour to 
conform with plus 5 «one time.    1455 Made radar contact with 
Punta Mariato,  Panama (5500 ft) bearing 002oT., distance 
77 miles.    2237 Sighted Cape Mala light bearing 3520T., 
distance 20 miles. 

4 April  1200 pas. Moored at Balboa,  Canal  Zone. 
Steaming as before.  0715 Passed Toboguilie Light abeam to 
port.  0720 Stationed special  sea detail.  0'732 Took Pilot 
on board*    0755 Entered ^alboa entrance  channel and comtaenced 
steaming at various courses and speeds to conform to  dredged 
channel.    0839 With assistance of yard tugs moored starboard 
to berth 16,  Balboa,  Canal Zone.  0850 Secured special  sea 
detail.  0856 Pilct left the  ship. 

5 April 1200 Pos,  Moored at Balboa,  Canal  Zone, 

Moored as before. 
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6 April 1290 Po».» Moored at Balboa, Canal Zone. 

Moorod ae before.  0140 SÜRRATT, T.W., CM3, USN, was drowned 
forward of the ohip while awinming from boat landing between 
pier*.  Rescue party recovered body at 054Ö by use of grappling 
hooks» 

7 April 1200 ?o»« passing through Panama Canal, 

Moored as before, 0500 Made all preparations forgptting under- 
way* 0530 Stationed special sea detail» 0564 Pilot oame aboard. 
0614 Underway to transit the Panama Canal in aooordono« with the 
verbal ordert of Coamander Ta«^ foroe 88. 0714 gntered Miraflores 
Looks. 0756 Left look and entered Miraflores Lake* 0812 Entered 
Pedro Miquel Looks, and entered Pariso Reaoh» 1116 Exchanged 
passing honors with U.S.S* PIUS ISLAKD (AY-12) which passed 
abeaa to port in Pena Bianca Reach*  1233 Anchored in Anchorage 
Basin, Qatun Lake to await southward transit of four ships through 
the Gatun Locks* 1746 underway to ooinplete transit of canal. 1756 
Entered Gatan Looks. 1918 Loft Gatun Locks and entered Gatun app- 
roach. 2015 With Toro point Light abea« to starboard, bearing 
0910T», set first course enroute Cristobal, Canal Zone to Washington 
D.C.. 2202 passed Isla Grande Light abeam to stÄrboard. 

8 April 1200 Pos. 12021'N. Lat*, 78023»ir. Lon. 

Steaming as before* 

9 April 1200 Pos. 17000.5'N. Lat., 75059»W. Lon* 

Steaming as before* 1901 Passed Naraeso island abeam to port* 

10 April 1200 pos* 22o09.6«N.Lat*, 7404PW. Lon* 

Steaming as before. 0407 passed Cape Maipi Light abeam to port. 
1150 passed Costle Island abeam to starboard. 1334 Passed Fortune 
Island abeam to starboard*  1445 Passed Cx*ooked Island to starboard. 
1945 Passed San Salrador abeam to port, passed various southbound 
■erchant vessels all during the day and night* 

11 April 1200 Pos. 27055'N. Lat., 74041'W* Lon. 
Steaming as before. 

12 April 1200 pos. 55°43«I. Lat., 75023'W. Lon. 
Steaming aa before. 1700 Passed Diamond Shoals Light abeam to port. 
2140 Steaming through moderate fog* 
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15 April  1200  FOB.  Stcaminz; up th«  Chesapeake Bay, 

Steaming as before.     0235 paaaed Cape Henry Light abeam 
to port.    Entered Inland water«)   «teaming at rariou«  ooursee and 
«peed« to  oenfona to  dredged channel»    0352 Anchored  in Merchant 
anchorage  In Cheaapeak«  Bay»    0658 Underway,  «teaffling up 
Chesapeake  Bay to Washingtonp  D.C« 
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UeS.S. MERRICK (AKA 97) 

Chronologic&l Order of Events, 



CONFIL'EKTIAL 

NjlRRATIVE CF ORATIONS 

1--8 November 19U6 - Upkeep at San Diego, California, Durinp: this period 
all personnel whose enlistments would expire prior to completion of the 
scheduled operation were transferred, Replacement personnel v/ere 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 n;iven special physical and dental examinations, including chest x-ray. 
All excess boats were turned in an necessary requisitions submitted to 
bring all ship's stores, provisions, spare partt; and equipment up to the 
level of estimated requirements, 

9 Nov. - 5 December 19^6 - Departed San Diego on 9 November and arrived 
Port- Hueneme on same date. Reported to CTF 68 for duty on 10 November» 
Commenced loading cargo, provisions, stores and spare parts and install- 
ing foul weather protection on bridge wings and lookout stations. In- 
stalled six 675-cu,ft. reefers on main deck and one diesel powered motor 
generator unit to provide AC power for their operation. Received one 
LCM-$ equipped with keel heat exchanger in exchange for a standard LOM-3« 
U.S.S. YANCEY departed for Operation HIGHJUKP on 2 December but this vessel 
was delayed pending receipt of certain items of cargo. Completed load- 
ing cargo on 5 December, having received 3,35ü long tons, keceived all 
C7FF 68 passengers, including CB  detachment. Marine LVT Unit, several in- 
dividual observers and ratings on board. Departed Port Hueneme, Calif- 
ornia, for Scott Island at 1000, S  December 1916. 

6-13 December 19u6 - Steaming independently enroute Scott Island, con- 
ducting individual ship exercises. Crossed Equator on 11 December and 
conducted appropriate "Neptune" ceremonies, 

lh-21 December i9U6 - Snroute Scott Island. On 18 December rendezvoused 
with YANCEY and CACAPON in Lat. 370-57l-S, Long» l570-&. Received 
165,308 gallons of fuel oil from CAGAPCN and transferred mail, stores, 
movies and two enlisted photographer's mates to CA.CAP0N via breeches buoy. 
Fueling from CACAPOK was conducted without 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 Western Task Group and IKiRICK and YANCEY proceeded in company as 
Task Unit 68.1,2. Sighted the ^irst small piece of floating ice in 
Lat, l^-^O'-S, Long, 1580-50«-Yf on 21 December 19U6. 

22-28 December 19ii6 - Enroute Scott Island in company with YA--.'CEY. On 
23 December arrived in reported position of Nimrod Islands and conducted 
search for same w::th YANCEY deployed 20 miles on port beam. Although 
visibility was excellent, nc land was sighted, no radar contacts or 
soundings were recorded (limit of fathometer was 250 fathoms). Resumed 
course to Scott Island. On 2? December commenced encountering numerous 
icebergs, large and snail. The operation of the surface search (SG-1) 
radar was extremely satisfactory. All bergs produced a distinct image and 
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contacts were made at ranges up to U0,000 yards. At one time a total 
of 78 separate contacts -sere clearly visible on the radar screen. At 
1Ö30 on 2Ö December arrived off Scott Island but were unable to see 
the islands due to fog. Radar cortact was unreliable due to the 
large number of icebergs present-. At 2010 on 2b December encountered 
northern edge of ice pack. YANCEY was deployed to eastward and idERRICK 
to westward to scout edge of pack for possible open water channels and 
to observe the general characteristics of the ice* To the West of 
Scott Island the pack contained heavy concentrations of large tabular 
bergs and no open water. From Lat. ü>60~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 
WDuld have been lost. 

29 December 19U6 - 16 January 19U7 - IINCEI and MERRICK continued 
scouting northern edge of ice pack until 0100 on 30 December, at 
which time departure was made for Scott Island to rendezvous with 
GTF 60 and the ships of the Central Group« Sighted Scott Island at 
1000 and joined with MOUNT 0LIMPÖS, NORTHWIKD, CANISTBO and SENNET, 
Gonsmenced fueling from CAKISTE0 at I630 and completed receiving 56,000 
gallons of fuel oril at 18U5 without incident. The sea was calm and 
visibility good« A speed of 5 knots was maintained throughout the 
operation» Entered Ross Sea ice pack in Lat. ÖT0-!^1-^ Long. 179° 
-57'-E at Ihkht  31 December. MERRICK second ship in column astern of 
NORTHWIND, followed by IANCEY, MOUNT OLYMRJS and SENNET. Light pack 
encountered with much open water. About midnight encountered heavy 
close pack and encountered diXficulty due to channel closing in astern 
of the icebreaker causing stops by individual äiips and necessitating 
assistance from NORTHSTIND. About 1200 on 1 January 19U7 sustained 
minor damage to hull cX water line, pott side, frame 3'd$  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 -Hhich the 
ships could pass. On 3 January it was decided that it wa* unsafe 
for the sutmarine 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 reniaining 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 moveinent 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 suspended from the forward boons over 
each side. A few rounds were fired into the ice from forward UO mm 
guns but were too far forward to be of any help. As a result of the 
above efforts the ship wa* looved ahead a distance of approximately 
160 yards which improved our position to some extent. The timely 
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return of the NORTHWIND 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 peck of thin 
rotted ice to close pack of solid ice up to IS  ft* thick. On 13 
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 0900 on 15 January and commenced lying to while 
NORTHWIND reconnoitered the Bay, breaking up bay ice and shearing 
off shelf ice to facilitate mooring of remaining ships. 

17 January - 6 February - Entered Bay of Whales at 2000, 19 January 
and moored port side to shelf ice, using four 3-lnch 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 cooiaanced discharging cargo from 
ship directly to ice shelf and continued operations on 2i4-hour 
schedule until departure on 6 February. Twice during this period 
it became necessary for the ships to get underway and clear the bay 
due 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 
immediate vicinity of the overboard discharge from main condenser 
necessitated warping the ship ahead a few feet in order to discharge 
cargo from #3 hold. 

6-22 February - Departed Bay of Whales on 6 February enroute to Scott 
Island accompanied by MOUNT OLIMPUS, IANCEI and NORTHWIND. Joined 
with BURTON ISLAND off southern edge o^ ice pack at midnight 8 February 
in Lat. 720-U2»-S, Long. 1790-OU,-E and entered loose pack preceded by 
NORTHWIND and BURTON ISLAND and followed by MOUNT OLYMPUS and YANCEI, 
About 1600 on 10 February encountered heavy pack and proceeded with 
difficulty. At 2116 on 11 February a large piece of heavy ice drifted 
into rudder siKjaring the stock above the rudder and rendering its 
further use impossible. Taken in tow by NORTHWIND but cast off due 
to heavy weather. IXiring 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 proceed 
with extreme caution. BUHTON ISLAND maintained continuous reconnai- 
sance in order to utilize most advantageous route. Cleared northern 
limits of ice pack on the morning of 13 February and continued toward 
Wellington, New Zealand in tow of NORTHWIND. On 16 February heavy 
weather was encountered and at OUOO on the 17th the towing cable 
parted. Drifted in heavy seas until 2000, 18 February when we were 
again taken in tow by NORTHWIND« Our destination was changed from 
Wellington to Port Chalmers, New Zealand and we arrived thsre on the 
afternoon of 22 February. Work of fabricating and installing a tempo3>- 
ary rudder was commenced on 2%  February and completed 21 March» 
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NAlüWrr^. ~ OPERATION HiaHJm.f? 

1.     rJTHODT!CTION 

The following is a summary of events from time of departure from 
Norfolk, Virginia on October 21, 19140 to time of departure from Port 
Hueneme,   California on December 2,   19U6, 

Departed Norfolk,   Virginia,  October 21,   19ii6. 
Arrived Cristobal,   C.Z«,  October 26,  19U6j  discharged  carso. 
Departed Cristobal,   C.Z.,  October 28,  19uö. 
Arrived San Pedro,   Calif.,   November 5,  19140;  discharged  carpo. 
Departed San Pedro,   Calif.,  November 9,   19UÖ. 
Arrived Port Hueneme,   Calif,  and  reported to CTF-68  for duty 

November 9,  19U6;  discharged  cargo November 12  to 15;   loaded 
cargo November 18 to December 1. 

Departed Port Hueneme,   Calif.,  December 2,  19Uö at UiOOTI, 
Joined CTG-68.2 at O^OOIJ December 3,  19U6. 

During the time from tentative assignment  to TFoB in earlv October 
to time of departure from West  Coast,  this vessel accomplished following 
major    items of maintenance and  repair. 

All weatherdecks  chipped and repainted two coats  zinc  chromate and 
two coats blue deck. 

Holds  completely cleaned.     Hold drainage system tested. 

All P-^00 pumps and submersible  pumps  overhauled and tested. 

Painted  side  one  coat haze   ?rey. 

Inspected and  cleaned out all fresh water tanks. 

Cleaned vent systems as practicable. 

Sealed evaporators. 

Cleaned  firesides and watersides of both boilers.     Took bridge 
gauge readings  of all bearings.    Overhauled instruments of Hayden 
Board.     Procured  spare brushes  for all motors at Terminal Island 

Conducted general  cleaning and adjustment  lyro Compass. 
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Conducted complete electronics check with the assistance of Naval 
Shipyard, Terminal Island and N.A,n,D,, Port Hueneme. 

Completely overhauled and rebalanced boiler fan No« 1 with assis- 
tance of Naval Shipyard, Terminal Island. 

Completely overhauled main exhaust blower for engfLne room. 

Completely ovemauled one boat engine. 

Broke out towing p;ear and with assistance Naval Shipyard, Terminal 
Island modified towing cable to bring up to drawin? 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 during aforementioned period is 
during an ordinary two months yard overhaul period. The ship left 
Port Hueneme in very good material condition and in a good state of 
preservat-ion to undergo the stormy weather and rigorous operating 
conditions in the higher southern latitudes. 

During this period, the general supply level was brought up to 
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.S.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 Naval 
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 to poor condition of his 
mouth. Some ten men were transferred to the Ü, S. Naval Hospital, Long 
Beach for treatment or because of medical disqualification for this duty. 
None of these men could be returned to the ship. With the exception cf 
one man, all of these men were received during October when the crew was 
augmented for the Operation, 

At the tijme of departure from Port, Huener.e there were on board the 
below listed personnel: 
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- Hi (Ship's Company) 
- h (Staff TF-68) 
- 223 

ement 
- 

13 
91 

h 
TOTAL - 3h9 

Officers 
Officers 
Enlisted Men Ship's Company 
Enlisted Men CTF68 Flag Complement - 
Enlisted Men CTF68 Seabees 
Enlisted Men FFT MT. OLYMPUS 

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.S.S. ME^^RICK.  This vessel was not supplied with 
engineer ratings to bring complement up to 12^c' of postwar allowance as 
recommended by the Task Force Commander, Some of the men transferred 
to this vessel from 16th Fleet and other Atlantic activities could 
not have been as a general rule the best available. 

The Bureau of Naval Personnel provided a Medical Officer and Radio 
Electrician in a temporary duty status upon my request and the backing 
of the Task Force Commander,  In addition, there were three officers, 
one Chief Pay Clerk and two Ensigns Deck Limited, in excess of the 
regular postwar allowance of nine officers. This complement of four- 
teen officers was SIJL or seven below that of the TT.S.S. MERKICK, The 
discrepancy comes as result of fleet assignment of the two vessels. 
An Amphibious Force AKA has over two times as many officers as a Service 
Force AKA, The above augmentation came only as result of much represen- 
tation - officially and unofficially - on my part to the Bureau of 
Naval Personnel. With the exception of the Executive Officers and the 
Commanding Officer, no officer on board was fully qualified to handle the 
ship in ice berg waters, in Restricted Waters, and in the Antarctic Ice 
Pack,  This fact, in addition to the fact that the Executive Officer is 
also the Navigating Officer, worked considerable hardship on both these 
officers. 

The enthusiasn: of the men and officers for the High jump Operation 
initially was very high. With the arrival of many ratings from the 
Sixteenth Fleet and elsewhere, with early departure from the Atlantic, 
and with the subsequent unpxpected reassirnment of this vessel to the 
Pacific Fleet on November 9, 19li6, I noted a marked decline in enthusiasm. 
Only a few of the men who were transferred at Port Hueneme seemed to rerret 
the fact that they could not make the trip. On departure from Port Hueneme 
two men missed the ship. One of these men was cons'^ered to be tempei^- 
amentally unsuited for this operation.  I was relieved not to have him 
along. After departure, I saw a notable improvement in enthusiasm.  One 
man told me that he thought everyone wanted to make the trip, but about 
half of the crew disliked leaving the United States.  I noted splendid 
manly attitude and enthusiasm of Seabees on reporting on board on December 
2, 19li6. 
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transit of the passage between HIVA OA and IIUA POD of the Marquesas 
Group. 

Wednesday, December 11, 19h6<> 

Course 2250(T), speed 15.2 knots. At 0230 changed course to 2130(T). 
In view of CTF-68 1102322 December and Alcora khS,  each person on board 
had opportunity to send out a Holidav Message. Some 150 messages were 
sent to the U.S.S. CURRITUCK for transmission to a shore station. 

At 2025 changed course to 2l50(T), speed 12*5 knots because of delay 
in time for rendezvous north of Tuamotus with TG-^8,2. 

. 
Thursday^ December 12^ 19h6* 

Course 2l50(T), speed 12.5 knots. At 0610 took position In column astern 
U.S.S. HENDERSON - order from Van to rear CURKTTJCK, CACAP0N, HENDERSON, 
YANCEI - and changed speed to 16.5 knots. At 0933 changed speed to 12 
knots and commenced using changes of course transiting passage between 
MAKQiO and KAÜIU Islands. Between 1500-1700 engaged in tactical maneuvers. 
At 1700 set course 2310(T), speed 11 knots. At 2000 ordered detached from 
TG-68.2 and directed proceed independently along fourth track from West; 
reported to CTU-68.1.2 (CO, U.S.S. MERRICK) and sat SOA 10 knots to 
permit MERRICK to overtake prior reaching i;0oS. At 2200 changed course to 
190o(T). 

Friday^ December 13, 19U6. 

Course 190°(T), speed 10 knots on fourth T.F. track from West. At 
1800 changed course to 205°(T). 

Wednesday, December 18, 19U6. 

Course l80o(T), speed 9 knots. At 0300 changed course to 270°(T). 
At 0710 sighted U.S.S. MERRICK. At 0730 commenced using changes of 
course and speed falling in with MERRICK. At 0815, took course 206o(T), 
speed 15 knots following MERRICK. At l.Tii? set fueling course 21l40(T), 
speed 10 knots; MERRICK alongside U.S.S. CACAPCW first. At 1708 commenced 
fueling, completing at 1925 (Zone -^-lO). At 1911 (Zone -/-U.)  set course 
2130(T), B knots to intercept former track line. 

Thursday, December 19, 19hS 

Course 2130(T), speed 8 knots. At 1300 changed course to 1520(T) and 
speed 15 knots, joining MERRICK. At 1807 sighted MERRICK bearing 1720(T), 
distance 15 miles and changed course to 1750(T). At 2030 took position 
on port beam MERRICK and set course 130°(T), speed 9 knots. 
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Thursday, December 19, 19U6 (continued) 

Informed that unit had been ordered to proceed through position 5)6-20 S8, 
1510-30 W, in order to disprove or verify existence of NIMROD Group of 
Islands, 

Friday, December 20, 19U6 

A most unusual display of phosphorence was noted after dark, there 
being many streamers two or more feet in length, 

Monday, December 23, 19U6. 

At 0800 stationed aloft lookouts to search for Nimrod Group of 
Islands, At 1200 commenced using changes of course and speed circum- 
navigating the supposed location of Nimrod Island to the eastward. ll^OO 
Results negative. Course 2620(T), speed lh  knots rejoining MERRICK. At 
1830 rejoined MEHRICK and set course 2580(T), speed 10 knots. 

Thursday, December 26, 19l;6. 

Course 2580(T), SOA 9 knots. At 1100 changed course to 1900(T). At 
1200 changed speed to 15 knots to expedite arrival at Pack Ice. At 
1900 slowed to 7 knots due to heavy fog. 

Friday, December 27, 19U6 

Course 190°(T), speed 7 knots in dense fog. At OUhS  changed speed to 
IS  knots as result improved visibility. At 0625 sighted first ice - a 
small bergy bit - distance 12000 yards by radar. At 0900 changed course 
to 185°(T). Used changes of course and speed variously throughout day 
due to menaces to navigation - ice bergs growlers, and fog. 

Saturday, December 28^ 19U6. 

At 2000 sighted pack ice. There were all the conditions of the pack 
ice of all types, the Antarctic and Snowy Petrels, drop in injection to 31°j 
smoothening of sea, etc. Later entered pack ice to detenaine its nature; 
concluded conditions not favorable for investigation under low visibility 
conditions prevailing. After penetrating about six miles, turned about 
at 2li00 and retired to Northward. 

Sunday, December 29, 19U6. 

Departing from Pack Ice and investigating conditions. Retired at 0000 
due low visibility. Conditions found much like those described in HO 138, 
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At 0500 sighted Scott  Island to Northward«     Proceeding to eastward 
alon/* edge of pack ice.    At 1100 dense fog set in.    Resumed operations 
at 2300. 

Monday,  December 30,  191+6. 

Continuing    search to eastward for leads to  southward through Pack Ice. 
During afternoon fueled from U.S.S«   CANISTEO and joined CTF-68 in MOUNT 
OLYMPUS,  MERHICK, and SENNET.    Making preparations to proceed to Little 
America, 

Tuesday, December 31^  1946« 

Lying to 2$ miles south Scott Island in company CTF-68 (Also CTfr-68.1) 
with TG-68.1 (USGGG NORTHfflND,   ÜSS MOUNT OLYMPUS (F),  MERRICK,  YANCEY, 
SENNET).    TF Commander held conference of Commanding Officers and later 
shifted his flag to NDRTHJfflND.    At liiOO commenced transit of ice pack 
in column in order NDRTHWIND, MERRICK,  YANCEY, MOUNT OLYMPUS,  and SENNET. 

Wedne3day>  January 1^  19U7» 

Traversing ice pack as before.    In early afternoon necessary to heave to 
in "lake" pending improvement in weither conditions and reconnaissance 
of pack to southward, 

Thursday,  January 2,  19U7> 

Maneuvering as before.    0900 TFC in NORTHIflND    departed for reconnaissance 
to the Southward.    At 1900 CTF-68 helf conference at which it was decided 
to move all ships to south westward to a safer position.    At 2100 under- 
way, 

Friday^  January 3^  19hl• 

Hove    to and blocked in ice.    Conditions unfavorable for movement.    At 
0200 set Damage Control watch  (1 officer,  1 CPO,  8 men). 

Saturday,  January k, 191+7. 

Hove to as before.    Ice and weather conditions steaaily growing worse 
after 0600,    Between 0800 and 0930 sent several messages reporting that 
our condition growing serious due to near approach to ice berg.    At lii30 
NORTHWIND broke path to open water where ship attempted to maneuver under 
extremely unfavorable conditions - gusts to J4.O knots,  large drift ice, 
small sea room, pool closing in under 3tf winds.    At 1620 went alongside 
ic« due inability to maneuver.    Requested assistance.    At 1725 NORTI-flCND 
cane    alongside to take in tow,    1820  Underway with NCRTHffIND tawing.    At 
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210Ü cast off towing due inability of NORTHWIND to make progress to the 
Southward in heavy ice. By using speeds up to 12 knots and by accepting 
hazards attendant to navigation in very heavy and solid ice, the ship 
was able to reach a small pool where she hove to at 0020, January 5, 
19U7« Inspected propeller and found small bend in each of two blades 
occurring as result this experience, 

Sunday, January 5> 19hl 

Hove to in Small Pool awaiting NORTHTIiIND and MOUNT OLHtPUS to rejoin after 
latter is broken out of ice» Those vessels rejoined at 0130 at which time 
TG-68.1 loss SENNET continued progress to Southward toward little America* 
At OUOO TFC directed MERRICK, MOUNT OIMPUS, and lANCET to Heave To, The 
TFC departed in NORTHWIND to rejoin SENNET. At 05)00 went alongside large 
ice floe, 

Monday, January 6, 19U7 

Hove to in company with MERRICK (S0PA) and MOUNT OLnCPUS awaiting return 
TFC in NORTHWIND. 0200 CTF-68 in NORTHWIND joined. 0330. Underway to 
Southward in column in order NORTHWIND, MERRICK, MOUNT 0LJMPÜS, YANCEI. 
Used speeds up to 10 knots in traversing Close Pack (rotten ice). Progress 
represents best to date, 

Tuesday, January 7^ 19U7 

TraTersing ice pack as before. At 0U20 Reversed course and returned to pool 
of open water to await improvement in conditions. No leads tc Southward 
could be seen. The condition is consolidated pack with hummocks. A number 
of ice bergs were noted in the area. 

Wednesday, January 8, 19U7 

Hove to as before. Late in day NORTHnIND departed on extended reconnais- 
sance of the ice pack to the Southward. 

Thursday, January 9, 19hl 

Hove to as before. At 1120 NORTHWIND returned. It was decided to remain 
in pool until tomorrow. 

Friday, January 10, 19U7 

Hove to» before. At 0800 all ships underway in order NORTHWIND, MERRICK, 
IANCEI, MOUNT OLXMPUS on base course lii50(T) at U knots. Two PBM's from 
TCr-68.2 flew over group on air reconnaissance of ice pack to southward. At 
lliOO hove to due to unfavorable conditions of ice pack as result of increas- 
ing pressure between floes. At 1730 secured No, 2 boiler to repair leaky 
econcmiier header gaskets. 
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Saturday,  January 11>  19kl 

Hove to as before.     OolS Ccxiipieted repairs on boiler No«  2 and put it on 
the line.    At 0915 underway in column NÖRTKWIND,  MERRICK;  YANCEY, MOUNT 
OLYMPUS,  on southerly courses;  progress slow due to consolidated pack.     At 
1800 ice conditions  seemed to improve slightly with close pack some rotten 
ice.    By 2300 constant improvement in ice conditions noted.    Ice now is 
close pack pancaJce rotten ice. 

Sunday^  January 12,  19lu 

Traversing ice pack as before*    At 0300 ran in open pool southern peri- 
phery of nhich surrounded by thick bay ice;  headed east in order to reach 
pack ice again.    Radar picked up shelf (a ft,  high)    at 1700 yards.    At 
HOC indications were that pack conditions improving constantly - now close 
pack rotten ice pancakes,  20 to 30^ open water.    At 1800 entered clcs© 
pack apparently as result strong southerly winds blowing daring early 
afternoon.    At 2000 ice and conditions again improved.    At 2200 encountered 
close pack pancake ice and progress thereby retarded again.    During th« 
day made turns as high as for 9 knots which was considered too high a 
speed for safe navigation.    The ship was subjected to hea^y vibrations. 

Monday,  January 13>  19U7 

Traversing ice pack as before.    0015 Secured No« 1 boiler to repair 
leaky economizer header.    0030 Pack deteriorating rapidly now in open pack 
with much clear water.    0330 Entering very loose pack or drift ice.    0U20 
Heavy fog set in.    *0630 Visibility increased to five miles.  »1015 Fog 
set in.    1128 Fog lifted.    1115 Cut No. 1 boiler back in on the line.  1200 
The ship now entered a large area r>f sea ice differing materially frcm that 
encountered over the past twenty-four hours.    This ice is best characterized 
by its heterogenity - loose pack,  close pack,  drift ice, ice bergs, bergy 
bits,  shelf ice.    There were marc»' large pools of water.    Generally speaking 
the ice was loose pack with open water 30 to 80^.    At 1630 recorded fatho- 
meter sounding of IhS fathoms. 

Tuesday,  January 1U, 19U? 

Traversing ice pack as before.    Conditions of ice are same  as  iescribei 
for yesterday except pools are much larger in extent and there is more 
drift ice in the pack.    At 1220 cleared the pack.    At 1300 ships lying to 
for CTF-68 to shift flag to MOUNT OLYMPUS.    At IfcOO underway,  standard 
speed 13 knots,  course lu0o(T) in order NORTHWLND, MOUNT OHMPUS, MERRICK, 
YAK GEY - clear water ahead.    At 13^0 entered heavily packed floe and cleared 
at 1930.     At 2000 entered floe of loose pack ice and cleared at 2119,   at 
which time took speed 12 knots.     2200 Entered open pack ice and cleared at 
2300,   at which time resumed standard speed. 
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Wednesday  Januar}'- 157  19U7 

Enronte Bay of "Whales in column in order NORTHWIND, MOU1IT OI^CMPUS 
(CTF-63), MERRIGK,  YANGEY on course generally lU50(T),  speed 12 knots 
slowing as required while traversing areas of open pack ice.    At 0030 
sighted shelf ice or barrier at 20,000 yards bearing 150°(T) believed 
to be Discovery Inlet (Picked up by SA & SG Radars at 14,000 yards), 
DR position checked within U miles of navigational fix at 00U8.    At 
OOUO directed to lie to while GTF-63 in MOUNT OLTMPUS investigates 
inlet.    01U2 Again formed column and proceeded on easterly course at 
12 knots for entrance to Bay of Whales«    At 0830 sighted entrance to 
Bay of Whales,    At 0900 directed by CTF-68 to lie to while NORTHWIND 
investigates condition inside Bay* 

Thursday, January 16, 19U7 

lying to as before off entrance to Bay of Whales,    Commanding Officer 
visited Bay oi" Whales in NORTfWIND and considered conditions therein 
unfavorable for operating this vessel at that time, 

Friday,  January 17, 19u7 

lying to as before.    At 2130 directed to make preparations to enter 
Bay of Whales«    Receiving personnel fron MOUNT OLYMOUS and MSRRICK 
up to midnight, 

Saturday, January 18, 19U7 

Standing by to enter Bay of Whales.    At 0015 following NORTHWIND into 
Bay of Whales,    At 0103 due bo sudden sharp right turn and to restricted 
sea room damaged two propeller blades while backing full speed to avoid 
collision with large bergy bit.    0120 Went alongside shelf ice.    03U0 
Commenced discharge of cargo as directed by CTF-68 Staff    representatives. 
Vessel lying nicely alongside ice even with winds up  to 20 knots, 

Sunday,  January 19, 19u7 

Moored to shelf ice Bay of Tfaales discharging cargo.    At 1200 records 
indicate hOQ tons of cargo out.    Transportation of car^o from dock side 
to dumps is a difficult problem due to softness of snow and no tendency 
to compact.    Under the circumstances the progress is good.    20>5 ü.S,S. 
MERSICK stood in and moored to shelf ice to westward. 

Monday,   January 20,  1.9U7 

Moored to shelf ice Bay of Whales.,  discharging cargo from two hatches. 
At 0300 gusts up to 20 knots froa Norx-h.    All appearances are that shelf 
ice will deteriorate under these conditions if they persist for any length 
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Monday  January 20,  19hl    (continued) 

of Lime.    At 0330 under continued swell conditions shelf broke off for 
an area to eastward 500 ft.  x 100 ft,  - shelf ice still satisfactory for 
mooring.    At 1200 records indicate hlZ tons of cargo discharged«    liiOO 
The Task Force Commander came aboard for conference uLth members of his 
Staff attached temporarily to this ship and commanding officers,    1^00 The 
Task Force Commander left the ship,    1630 NORTHWIND departed for rendezvous 
with PHIUPPINE SEA North of the Pack, 

Taesdagj, January 21,  19U7 

Discharging cargo in Bay of Whales  as before,    0^15 Vance WOOD^LL,   seaman 
second class, U.S.  Navy, net accidental death -while handling cargo on shelf 
ice si ongside No, 1 natch.    At 1200 esximate 590 tons cargo discharged to 
date, 

Wednesday,  January 22,  19U7 

Discharging cargo in Bay of Ifthales as before.    At 0900 Board met in 
connection with Investigation of accidental death of Vance  (n) WOODALLj 
seanan second class, U.S. Navy.    At 1200, 727 tons cargo discharged to 
date.    At 1U30 Chaplain MSNSTER from Ü.S.S, MOUNT OLYMPUS conducted 
Divine Service in memory of the late Vance WOODALL,    It is my under- 
standing that this was the first Mass Service of Adoration on record 
on the Antarctic continent, 

Thursday,  January 23^  19U7 

Discharging cargo in Bay of Whales as before.    At 1200 - 872 tons cargo 
discharged to date.    At 2000 The Board of Investigation convened because 
of death of Vance WOODALL,  seaman second class,  adjourned, investigation 
coapleted.    During day Dr. SIPLE and Navigating Officer deterndned width 
of Narrows between East and West Capes to be 675 feet by use of Sextant 
Angles and other observations.    At 2335 Task Force Commander ordered this 
ship to proceed out of Bay due to ice berg drifting through entrance en- 
dangering all vessels. 

Friday,  January 2h, 19^7 

Making preparations to clear shelf ice,    0210 Cleared pa^k ice  surround- 
ing the ship and headed for entrance of Bay of Whales,    023C Passed through 
the Narrows between West and East Capes heading seaward,    0300 Conducted 
test to determine vibrational effect of bent propeller blades.    Excessive 
vibration set in at 65 B&ls ahead.    There was no appreciable vibration at 
50 RP^s astern,    0330 MERRICK and UOUNT OLIMPUS stood out of Bay of Whales. 
All ships lying to off entrance,,    11.00 U.S.S, MERRICK returned to moorings 

in Bay of Whales,    1530 Proceeding into Bay of Whales.  1655 Moored star- 
board side to shelf ice,    13U5 U,S.S, MOUNT OIJMPUS stood in and moored. 
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Saturday^ January 25^ 19hl 

Moored to shelf ice Bay of T/hales; Base Carap personnel not unloading cargo 
from this ship. The crew generously donated ninety-seven dollars aad forty 
five cents ($97.U5) to "March of Dimes". 

Sunday^ January 26> 19U7 

Moored to shelf ice. Bay of Whales; Base Camp personnel not unloading 
cargo from this ship. Perfect morning - cloudless sky, flat calm bay, 
balmy winter weather. Holiday routine enjoyed by all. 1300 Commenced 
discharge U.D.T. anmronition 

Monday, January 27, 19hl 

Moored to shelf ice in Bay of "Whales discharging aBuminition. 0300 
Stopped discharge anmunition due to snow stoim (approximately Uü tons 
off loaded and delivered to Ammo Cache). Total cargo discharged to data 
970 tons. 0730 All ships making preparations to clear Bay of Whales 
due to increasing Northerly idnds, this rendering Bay untenable. 0350 
Underway following MOUNT OLiMPUS. 0909 Cleared the Narrows of Bay of 
Whales. 1000 MOUNT OLYMPJS, MSHSICK, IANCET, maneuvering in open formation 
on northerly and southerly courses cff entrance to Bay of Whales. Fresh 
winds and snow storm continued throughout day. Visibility at times 1000 
yards« 

Tuesday, January 28, 19U7 

Maneuvering off entrance Bay of Whales as before. No notable moderation 
of weather until 21D0, At 21U0 sent LCM in to Bey of Whales with supplies 
and personnel for tent camp. 2330 LCM returned. 

Wednesday, January 29» 19U7 

lying to off entrance of Bay of Whales as before. Weather moderating 
slowly; light snow intermittently during forenoon; afternoon beautiful 
winter day. 

Thursday, Jaixuaiy 30, 19U7 

lying to as before off entrance to Bay of Whales. 0^00 sighted first wave 
of two RliD airplanes over Little America. 07I4O Sent in I£M to Bay of Whales 
with personnel and supplies for Base Camp. 19^0 Stood in to Bay of 70iales 
and moored tc shelf ice at 20U0. 
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Friday,  January 31,  19hl 

Moored to  shelf ice in Ba^ of Whales; U.S.S. MERRICK also present,     1350 
U.S.S. MOUNT OLMPUS stood into Bay and commenced lying to.    1500 Commenced 
reloading material not required at Base.    loOO The TFC held conference of 
Connnanding Officers and Officers of his Staff,   after itiich flagship    stood 
out.    19U0 ÜSCGG NCmm^lND stood in and moored to shelf ice. 

Saturday, February 1, 19hl 

Moored to shelf ice in Bay of "Whales reloading vehicles as Base Camp 
sends them to ship's side,    "fllth constantly falling barometer the weather 
began to worsen; by 2000 -wind velocity was hö knots with gusts to 60 knots; 
lowest temperature recorded lO0!'. 

Sunday, February 2, 19hi 

Moored to shelf ice in Bay of "Whales.    Early morning winds of over hO 
knots from S.E. experienced.    With 8 lines out and strain carefully equalized, 
no difficulty was experienced staying alongside.    Fortunately,  the wind 
direction was such as to minimize break-up of shelf ice.    With high wind 
and low visibility it would have been touchy getting out of the Bay of 
"WhrJIes»    At 0500 with barometer rising weather began to moderate.    Loading 
and unloading cargo intermittently throughout the day.    At 1300 U.S.S, 
MOUWT OmiRIS stood in and moored alongside U.S.S. MERRICK. 

Monday^  February 3, 19 hi 

Moored in Bay of 'Whales as before standing by to reload cargo, 

Tuesday, February h, 19hl 

Moored in Bay of "Whales as before reloading cargo as it becomes available. 

Vednesday,  February 5^  19U7 

Moored in Bay of "Whales as before reloading cargo as it becomes available. 

Thursday, February 6,  19U7 

Moored in Bay of Whales as before reloading cargo as it becomes available. 
During past few days have furnished approximately 100 man days assistance to 
Temporary Camp in fsrm of working parties  (Ul man days yesterday).    1300 
Completed reloading equipment mostly trucks,  tractors,   sleds,  spare air- 
plane engines and propellers,  airplane jacks, etc.    1900 Ships getting 
underway in following order for Scott Island, NORTHWIKD (CTF-68 temporary 
flagship), MOUNT OLYMPUS,  YANCEY, MERRICK.     2005 This  ship cleared Bay of 
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Whales.  2015 Formed column in order Van to rear NORTHWIND, MERRICK, YANCEY, 
MOUNT OIZMPUS, speed 7 knots using various courses between West and West 
Northwest. Encountered heavy ice off entrance to Bay of Whales. At 2215 
Changed standard speed to 10 knots. 

Friday, February 1,  19U7 

Enroute Scott Island as before« Standard speed 10 knots, course generally 
West to West Northwest. At 1630 changed course to 310o(G). During day 
passed a number of ice bergs and bergy bits; sea otherwise partically free 
of ice. At 2130 changed course to 3U00(G). At 2300 changed course to 
0000(G). 

Saturday, February 8, 19147 

Bnroute Scott Island as before. At 10O0 changed course to 015°(G). 
Observations indicate Gyro error at high latitudes (75-76 s) approximately 
3^ on 5-6 headings and 12^ on E»W headings. Beautiful weather today. 
II4OO Changed course to 0200(G). At 19U0 changed coarse to 3U50(G). 2320 
Sighted U.S..S. HJRT0K ISLAND 10 miles to Northward; stopped, cceumenced 
lying to in order to transfer mail and supplies from BURTON ISLAND. 

Sundgy, February 9, 19l;7 

lying to as before. 0250 Formed column in order Van to rear NORTHWIND, 
BURTON ISLAND, MERRICK, IAKCEY, MOUNT OUMPüS and went ahead on northerly 
course at 5 knots. 0317 Entered close pack ice 6 to 8 feet thick. 03U1 
Entered open water speed 5 to 10 knots; many bergy bits in area. 06U0 
Entered loose pack ice. 0915 Rosary Service conducted by LTJG Victor C. 
S2CZEPK0WSKI, ÜSNR. 1000 Protestant Lay Service conducted by Chief Machinist 
Edwin F. STEINFELD, USN. 1200 Entered area of close pack Bay ice 5 to 8 
feet thick, 10-20^ open water. 1700 Entered open pack mostly open water. 
2000 Entered area close pack. 2330 Entered area of consolidated pack and 
heavy bay ice; necessary lie to while NORTHWIND investigated conditions. 

Monday, February 10, 19u7 

lying to as before.    0300 Directed by Task Force Cormander to clear 
area to Southward.    0800 Entered area of close pack 3 to 8 feet thick 
rotten ice«    1000 Entered area of loose pack ice 1 to 3 feet thick.    1600 
Entered large pool.    1630 All ships lying to while NORTHTCND investigated 
area of consolidated pack to Northward.    1800 Barometer dropped .09" in past 
hour, Ttnd increased to 26 knots and wind veered from N.E. E.; blizsard 
suddenly in progress;  all ships ordered to be prepared heave to.    2050 Bow 
came against large floe in the pack, course 90^; hove to turning over 20-25 rpm 
during night; winds up to 35 knots with gusts to hS knots. 
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Tuescia/,   February 11,   19^7 

Hove  to as before.    0300 with wind velocity rapidly decreasing and with 
rate of fall of barometer decreasing weather commenced to moderate-    2005 
Formed colwm order NORTHWIND,   BURTON ISUHD,  UERRICK,  lANCEf,  MOUl^T OLYMPUS 
preparing to head Northward;   strong winds from Southward.    2020 MERRICK 
became fouled in heavy ice and subsequently damaged rudder necessitating her 
being taken in tow,    22^0 CTF-68 directed this vessel to take charge of U.S.S, 
BURTON ISLAND and MOUNT OLYMPUS and proceed out of pack;  formed column order 
BURTON ISL&KD,  IANCEY, MOUNT OLIMF'US and proceeded at six knots on generally 
northerly course;  during night experienced winds of kS knots with gusts to 
55> knots« 

Wednesday^ February 12^ 19hl 

Proceeding through pack ice with wide leads on northerly course» 0930 
Cleared pack ice at 68-07 S. - 177-12 E. lOUO Directed BURTON ISLAND join 
CTF-68; MOUNT OIMPUS and this vessel lying to and maneuvering on northern 
extremity of pack, 2030 BURTON ISLAND rejoined for purpose transfer per- 
sonnel to MOUNT OLYMPUS and upon completion returned to join NORTHWIND and 
MERRICK. 

Thursday, February 13^ 1947 

lying to as before with MOUNT OLIMPUS in company,,    1100 Towing group 
cleared the pack.    1230 Reported to Captain THOMAS, USCGC NORTHWIND as 
CTU-68.1.2 in accordance CTF-68 despatch 1322232.    1350 Formed column 
in order YANCEY, NORTHVflND, MERRICK (in tow), heading for Wellington, 
New Zealand.  1U20 Set course 3590(T); building speed up slowly ;  at 16U0 
speed 8»3 knots.    Beautiful weather today.    Task Force Commander shifted 
Flag to BURTON ISLAND; MOUNT OLHIPUS headed for Scott I «.land.    Except for 
few bergs water clear of ice.    1900 Retarded clocks one hour.    2215 In- 
creased speed to 11 knots. 

Saturday, February 15, 19Ü7 

There was no Friday this week as date advanced one day,    Enroute to 
Wellington,  New Zealand on course 3590(T),  speed 11 knots,  as part of 
TÜ-68.1.2  (YANCEY,  NORTttVIND, MERRICK in taw).     09U0 Changed course to 
3560(T).    ll;00 Conducted vibration test; made 15 knots 82 turns without 
difficulty and with tolerable vibration; maximum sustained speed reported 
as 13 knots.    2210 Ccmnenced snowing.    2256 Reduced speed of formation 
to 10 knots due to heavy load on towing gear of NORTHWIND. 

Sunday, February 16,  19U7 

Enroute Wellington,  New Zealand   as before,   course 356C'(T),   speed 10 
knots in low visibility due to snow later becoming drizzle.    0355 Reduced 
soeed to 8 kncts due to sea condttiona beccming less favorable as result 
westerly w5 nds about 20 taaotiu    0915 Catholic Rosary Services conducted 
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by LTJG Victor C. SZC2EPKÖÄSKI, ÜSNR. 1000 Protestant Service conducted 
\fy  Ensign Gordon M, C0LEMÄN, OSNR« 103^ increased interval on NORTHWIND 
to 2,000 yards and commenced laying oil slick; sea conditions worsening. 
2021 Base course changed to 3iiii0(T); ship rolling heavily; changing speed 
and course as required to keep station. 

Monday, February 17, 19U7 

Enroute Wellington, New Zealand as before. Course 3iiii0(T) using various 
courses and speeds to keep station on NORTHWIND. 002^ Reported to CTU-58.1.2 
that this vessel was rolling violently (15°) and suggested that we head up 
into «Lnd; changed course to 3l50(T). 0120 Changed course to 270o(T); winds 
60 knots, seas rough and confused; at about 0200 towline parted and MERRICK 
adrift. 0510 Made turn to port rolling up to I;!?0 with sea astern and headed 
for MERRICK to lay oil slick. 06^2 Reported to CTü-68.1.2 that even pumping 
to 3topi hove to for remainder of day keeping in visual contact with MERRICK. 

Tuesday, February 18, 19U7 

Hove to as before with TÜ-68.1.2 using various courses and speeds to keep 
in visual contact of MERRICK which is adrift. During afternoon weather began 
moderating slowly. 2000 MERRICK in tow; formed column normal order; course 
33?0(T) building up speed. 

Wednesday, February 19, 19U7 

Underway as before in company TÜ-68.1.2 in order YANCEY, NORTHWIND, MERRICK 
in tow, course 3370(T), speed 8-10 knots. During early morning wind shifting 
through North to East of North and barometer commenced to fall veiy slowly. 
0900 LTJG Victor C. SZCZEPKOWSKI, USNR, conducted Catholic Service (Ash 
Wednesday). 09U3  Changed course to 0l5o(T) to head into slight sea, that is 
forming as result new storm estimated to be located between position and 
Campbell Island. 1200 Changed course to 030o(T). 1700 Fog set in. 1900 
Changed course to 350o(T). 2210 Fog lifted. 

Thursday, February 20, 19U7 

Underway as before in Company with TU-68.1.2 enroute Port Chalmers, 
New Zealand in order YANCEY, NORTHWIND, MERRICK in tow at speed 10 -/ knots 
on course 35C0(T). 10^0 Increased speed to 12.2 knots. 2li00 Changed 
course to 319°(T). 

Friday, February 21.,  19U7 

underway as before in company with Tu-68.1.2 enroute port Chalmers, New 
Zealand in order YAMCEY, NORTHWIND, MERRICK in tow at speed 12 -/- knots, course 
3190(T). 0915 Reduced speed to 10.5 knots due to heavy strain on NORTHWIKD's 
towing cable. 1722 Increased speed to 12 -/- knots. 20U5 Changed course to 
3110(T). 
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Saturday^  yebruary 22^  19u"7 

Underway as before in company Tll-68.1,2 course 3110(T),  speed 12 -/• 
knots.    0Ö21 Charged course tc 3190(T).    083lt Changed speed to 13 knots, 
15)00 Connenced using changes of course and speed preparatory to taking on 
pilot and entering port,    1705 Moored starboard side  to  south side George 
Street Wharf,  Port Chalmers,   ■■ievr Zealand. 

Sunday,  February 23 to Friday,  February 23,  19U7 

At Port Chalmers in the Otago District of South Island,  New Zealand in 
conpany U.S.S. MERRIGK. 

The following is synopsis    of principal events during period in the 
Antarctic: 

ANTARCTIC SYNOPSIS 

December 27, 19U6 - Sighted first ice at 0625 Ü at latitude 62-30 S*, 
173-23 W. - a snail bergy bit. 

December 23,  19U6 - Sighted Pack at 2000 D at position (DR) 67-37 S., 
179-23 E. 

Deceiüber 29-30,  10U6    - Investigating conditions of ice pack by radar 
and by observation fron crow's nest to east- 
ward from longitude 179-30 S«    to vicinity of 
the 176° W« meridian.    Afternoon Decamber 30, 
fueled fron U.S.S.  C^IIS'TSO after rendezvous 
with Task Force Comraander. 

- At lUOO Xray entered pack at 67-47 3.,  179- 
53 W. 
- At 1200 Iray left pack at 76-ii2 S.,  177-U0 W, 
Width of pack 550 miles. 

- At 0030 Xray sighted Discovery Inlet. 
- At 0330 Xray sighted Bay of Vrhales.    Distance 

December 31,  19u6 

January LUj  19kl 

Januar)r 1SS  19a7 
January 15,  19U7 

Januar>r 13, 19U7 

Febraary -, 19a7 

February 6, 1917 

February ?,  194? 

February 12,  19.7 

steamed froD Port I-raeneme to Ba^.' of Tihales 
8309 miles. 

- Entered Bay of Whales and commenced discharge 
of cargo.    Served as headquarters äiip for TF-63 
personnel connected with erection temporary 
canp until January 23,  19U7- 

- Co^-ence"  reloading equipnent noT- req*iired at 
Temporary Camp. 

- Completed reloading.    Departed Bay of "iTnales for 
op-erating area to North of the Ice Pack. 

- Entered Pack Ice at 0317 Xray at 72-35 3., 
173-5": E. 

- Departed Pack Ice  at D930 Xray at 60—07 S., 
177-12 E.    Width of pack 275 miles. 

Annex I-(h) - 17 - 





RSSTHICTSD 

SUPPLELSNTARY DAILY KARRATT^/E FROM MARCH  1 TO APRIL 17,   19l;7 

Sat-Lrda:rr March 1 t^ Taesday March u,  194? 

At Port Chalmers,   New Zealand. 

Wednead^,  March $,  19a7 

At Port Chalmers, N,Z. 0700 Got underway for Pago Pago, Samoa. 0606 
Cleared entrance and set course 0U6o(T), speed 13 knots. 1911 Changed 
course to 0U0o(T), 

Fridac/', March 7r 19U7 

Undarwa^1- as before,    0000 Changed course to 023o(T).    2h00 Retarded date 
one day having crossed 130th meridi.an during early afternoon» 

Friday, March 7} 19Ü7 

This is a repeat day having shifted to Zone -y- 12 time.    Underway as 
before,    0330 Reduced speed to 10 knots to permit securing boiler No,   2 
lor repairs,     2200 Completed boiler repairs.    2300 Increased speed to 13 
knots- 

Saturday,  March 3?  19^7 

Underway as before*    COCO Advanced clocks one  (1) hour to Zone -/-il  time. 

Undenray as before,    0300 Changed course to 012  (T),    lliDO Arrived Pago 
Pago,  Samoa (distance fron Port Chalmers 2126 Miles), 

Wednesday,  March 12 to Wednesday,  March 26,   19a7 

At Pago Pago,  Sanoa loading  general cargo.    Completed loading at 16O0 
Iray March 2oth,  having taken on board approximately IvOO tons JSK surplus 
material destined for Pearl Harbor,    Ship's force engaged in loading 
operations furnishing dockside and hatch details, 

Thursday, March 27,  1947 

Departed Pago Pago,  Sanoa at 0530,  Xray with ITL-153 in tow,  SOA 10 knots, 

Friday! March 28,  I9il 

Snroute Pearl Harbor as before course 020o(T), 
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Saturday, March 29^ 19^7 

Underway as before except, SOA 9.3 knots« At 1130 reduced speed to 7.3 
knots in view of receipt of dispatch from ComServPac stating that he con- 
sidered SOA 10 knots excessive, 

Sunday^ March 30^ 19U7 

Underway as before except SOA 7.2 knots, 0830 Stopped for excutive 
officer and party to inspect tow. They found everything including shaft 
locking device to be in very good condition. 0900 Went ahead at SOA 7»5 
knots. 0930 Ensign COLEMiN conducted Protestant lay services* 1030 LTJG 
SZGZSPKCWSKI conducted Catholic Rosary Services, 2000 Changed course to 
023°(T). 

Tuesday^ April 1, 19a7 

Underway as before. OUOO Slowed to SOA 6 knots due to light head seas. 
0700 Changed course to 0300(T). 1000 Changed course to 03^0(T) and SOA to 
3.2 knots due to moderate head seas. 1900 Changed course to OU00(T). 

Monday, April 1,  1947 

Underway as before except course 03!?0(T) SOA 3.1 knots. The drift due 
to wind and current is over 3.5 knots. 

Monday, April U, 19U7 

Underway as before. 0930 Arrived Pearl Harbor with YTL-153. (Total 
2266 ndles). 
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CONFIDENTIAL 

ANNEX ONE -  (j) 

MUmATIVE 

U.S.S.  BURTON ISIAND 



CONFIDENTIAL 

1. The U.S.S. BURTON ISIAMD was commissioned at the Naval Ship- 
yard, Terminal Island, San Pedro, California on 28 December 19Ü6, 
Outfitting and provisioning ship for Operation HIGHJUMP was begun on 
30 December 19^6. Daring the precoEmissioning period 1 October 19i|6 
to commissioning all plans had been formulated and material and pro- 
visions ordered so that after commissioning, it remained only a 
matter of getting the material on board. Loading of provisions and 
stores was completed on 10 January 19U7, except for items of cargo 
for the task force which continued to arrive until the tiüie of de- 
parture. Much of this cargo was for ships of the Eastern and Western 
Groups and in the absence of specific instructions to the contrary, 
was taken aboard even though it was known these ships would not be 
contacted tn the antarctic. 

2. After loading, during the period 10-15> January the ship 
conducted at soa training underlay, running the lae&sured mi',©, 
obtaining tactical data, and exercising at aircraft training. Train- 
ing was coaipleted and fuel and provisions topped off on 1$  January 
19ii7 and at 0800 on that date the ship reported to Commander In Chief, 
Pacific Fleet and Comraander Training Command, Pacific, for duty, ready 
in all respects for sea. Orders were received directing the ship to 
report to Comaander Training CoBmand, San Diego Group, for shakedown 
during the period 16 January - 7 February 19ii7» Knowing this was 
not the intentions of Connander Task Force SIXTI-EICM, a dispatch 
was sent to him informing him of the circumstances and requesting 
instructions* 

3«      The ship departed Los Angeles Harbor at 0700, 16 January 
for San Diego, California and reported to Training Group, San Diego, 
California, It was decided that Training Group San Diego would con- 
duct aii inspection of the ship and if the ship was found ready for 
sea, orders would be issued for it to report to Commander Tack Force 
SIXTY-EIGHT for duty. The inspection was held during the forenoon 
of 17 January 19i47» As a reeult of the inspection the ship was order- 
ed to report to CTF 68 for duty and departed San Diego at 1^30, 17 
January 19iA7 for Little America. Speed of lu knots was set and the 
great circle course to Scott Island was laid down and followed, 

U.      The trip southward was «ade without unusual incident. 
Numerous ainor engineering deficiencies developed during the first 
two weeks of the trip but were speedily repaired and at no time was 
the ship delayed by them. On the whole the ship and ship's personnel 
preformed remarkably well considering the short period available for 
training and indoctrination. 

5,      On 5 Febmary in approximately Latitude 62° S, Longitude 
168° W. the first iceberg was sighted. From then until the pack was 
encountered icebergs were constantly in sight.  It was found the So 
radar did not pick up the Antarctic icebergs at the ranges that a 
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eiodlar unit picked up Arctic icebergs. It is believed this is due to 
a difference In the density of the bergs and to the fact that Antarctic 
bergs are not as high as those encountered in the Arctic, 

6. The northern edge of the ice pack was encountered in 
Latitude 68° 21f S*  Longitude 17$° IS1 *„ and in accordance with orders 
from CTF 68, course was changed to the irestward to scout the edge of 
the pack, heavy pack was encountered during the forenoon of the next 
day, 7 February, and appeared to get steadily heavier as the ship pro- 
ceeded westward. This fact was reported to CTF 68 and orders were 
received to proceed southward along the 179° E. Meridian, The ship 
worked southward through ice varying from close heavy pack to pancake 
ice until clear water was reached in latitude 70° U0! S. and Longitude 
178° ^2* E. At 2200 on 8 February the vessels of the Central Task 
Group were joined in Latitude 72° S* Longitude 179° IS1 E# and cargo and 
mail for these vessels was delivered, 

7. At 012^ on 9 February the Central Task Qroup proceeded north- 
ward to clear the pack ice. The group proceeded northward without un- 
toward incident until at about 1900 on 11 February the TJ.S.S. MERRICK 
broke her rudder stock by drifting into a heavy floe. At 2200 this 
vessel was ordered to proceed with TJ.S.S, TANCET and U,S,S* MOUNT 
OLYMPUS to clear water, while the U^S.C.G.C, NOBTHITtND stood by the 
U.S,S. MERRICK, The trip northward clear of the pack was conpleted at 
0900, 12 February 19ii7, without incident and at lQk$,  BURTON ISLAND 
reversed course to rejoin HDKTHWIND awi MERRICK« At 1U30, rejoined 
NORTHWIND and MERRICK, then NOKtHWIND came alongside to transfer 
passengers. Upon completion of transfer, BURTON ISLAND proceeded 
northward to transfer passengers to MOUNT 0LIMPÜS. This task was 
completed at 2200 and again course was 8ft to the southward to rejoin 
NORTHWIND and MERRICK. Rejoined at 0130, 13 February. Proceed'«! to 
act as scouting vessel to guide NORTFWIND with MERRICK in tow through 
loose pack. At 1100 all ships were clear of pack. 

8. At 1325, 13 February Rear Admiral R, H, Cruzen, (CTF 68) 
shifted his flag to BURTON ISUND and at 13li0, set course to the 
southward and proceed at Hi knots enroute McMurdo Sound, Antarctica, 

9. At 1850 on 15 February made sight contact with Mt. Melbourne 
and proceeded southward toward Drygalski Ice Tongue which was reached 
at 0330 on 16 February» Took departure and headed for McMurdo Sound 
which was entered at 2100 same day. At 2336 encountered solid bay ice 
in vicinity of Inaccessible Island and lay to with bow in edge of ice. 
The ship remained in McMurdo Sound until 2000 on 20 February when de- 
parture for Little America was taken. During the stay in McMurdo 
Sound, reconnaissance flights were made of surrounding area for possible 
landing area« for planes and ships. The camp sites of Scott's two 
expeditions were visited and found to be in a remarkable state of 
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preseivation considering the length of time since they were estabHshecU 
The helicopter wae damaged during a reconnaissance flight to Scott's 
caap on Hut Point, Ross Island, but was repaired and flown back to the 
ship. 

10, The ship arrived off the entrance to the Bay of Whales at 
0532, 22 February 19U7« At 0626, ship noored alongside bay ice in 
Bay of Whales, to evacuate personnel of base camp. At 0328 on 23 
February, all personnel and equipii»nt to be evacuated were on board 
and the ship got underway to proceed northward clear of pack. An 
uneventful trip was made and at 2350, 25 February the ship was clear 
of the ice pack—a record run« 

11, The following morning, 26 February, the U.S.S« MOUNT OLYMPUS 
was Joined and Rear Admirals Cruzen and Byrd, and the majority of 
personnel, evacuated from base camp were transferred« Urpon completion 
of transfer of personnel, departed Antarctica for Port Chalmers, New 
Zealand to transfer cargo to the U.S.S. MERRICK. Arrived Port Chalmers, 
1700, U March 19U7 after a very rough voyage, during which the ship 
rolled 51°• Transferred cargo and at 1700, 5 March, got underway to 
join U.S.S. MOHWT OLYMPUS and U^S.C.Q.C, N0RTHWIND to proceed to Well- 
ington, New Zealand, Joined up at 1600, 6 March and at 0700, 7 March 
entered Wellington harbor, 

12, Departed Wellington, New Zealand, 1600, 1U March 19h79  en- 
route Pago Pago, Samoa in company with U.S.C.G.C, NORTHWIHD, Arrived 
Pago Pago, Samoa, 0930, 19 March 19U7. Departed Samoa, 1800, 19 March 
1^7 enroute San Pedro, California.. Nothing worthy of comment occured 
during this trip. Arrived San Pedro Harbor, 1600, 31 March 19k7*    Re- 
ported to CoiBnander In Chief, Pacific Fleet and ComsDaiider Service Force, 
Pacific Fleet for duty. 

Annex I-(.j) - 3 - 



> 

n 
c 

c n 

••• 

. 



CONFIDEiTIAl. 

ANNEX ONB-(l) 

NARRATIVE 

Ü.S.S.  CUHRITUCK  (AV-7) 
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A. Personnel on board sufficiently in advance and to be 
trained and rehearsed in ail phases of expected operations. 

B. Sufficient number of competent technicians on board. 

C« Actual drill with and development of satisfactory pro- 
cedures for anticipated operations. 

D. Complete testing and satisfactory check out of all 
equipment through -whole range of operation, accurately 
calibratod as required. 

E. A full allowance of spares and special equipment. 

F. Complete data maintained. 

Although little time was available, most equipment and pro- 
cedures were tested to some extent by the personnel assigned to their 
operations. 

As noted, fueling at sea and seaplane tending was rehearsed, 
radio direction finders and other radio and navigation equipment were 
calibrated or compensated. 

The correction of engineering deficiencies required the ut- 
most effort before sailing, although the performance of the Engin- 
eering Department during the operation was excellent« 

In the matter of personnel, the ship was unable to obtain all 
required ratings and supplies and spares were being received up to the 
last hour of sailing with a number not arriving on time« 

Liaison - Contact was established early with the tanker and 
the destroyer. Meetings were held with the several Department Heads, 
and this vessel arranged to carry stores and provide services for the 
other ships as required. The other ships were provided with Jato units, 
seaplane buoys, gasoline, and instructions and procedures to enable 
then to act as emergency seadromes. This vessel arranged to carry the 
spare propellers for the destroyer. 

Research and Study - Implementing the information and recona- 
endations received from Connander Task Force 68 and the Navy Department 
concerning sub-arctic conditions and operations, local libraries were 
searched for all volumes pertaining to the Antarctic, but useful in- 
foraation obtainable was sparse. Officers in the vicinity who were 
known to have had duty in Arctic zones were interviewed.  Information 
and recomendations were evaluated for their application to this vessel; 
special material was requisitioned as considered advisable and an ice 
bill drawn up.  Classes for officers and men were held to study available 
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cold weather operation reports and instructions were given in ap- 
propriate subjects with assistances from various sources. 

Welfare and Recreation - The crew was given physical exam- 
inations to determine individual fitness* Material and facilities 
for an excellent recreation program were obtained through energetic 
effort» Individual personnel requirements were taken care of to 
maxiEium extent practicable before sailing. 

NARRATIVE OF CIJRRITUCK ON OPERATION HIGHJUMP 

1, Enroute initial operating area off Balleny Islands, Antarct- 
ica - CURRTTUCK with the CACAFON and HENDERSON of Task Group 68»2 de- 
parted from the ^an Diego area 2 December 19k6,    The ships followed 
parallel tracks fifty miles apart to obtain sounding data« Enroute 
the helicopter was flown on three days when weather and sea conditions 
were favorable. The group rendezvoused the 12th to transverse the 
Tuomotu Islands, the helicopter being sent ahead to scout for r^afs in 
the little frequented passage. CAGAPON fueled the CURRTTUCK the 13th 
and again en the 17th. The HENDERSON also rejoined at this time to 
effect transfer of personnel and material, and after fueling resumed 
her track line. 

The «Roaring Forties (and Fifties)1' were crossed with propit- 
itious weather and on 23 December the HENDERSON joined« That sace 
day the first iceberg was sighted in latitude 63-05 South and long- 
itude 17U-09 East* Immediately thereafter many ^.ebergs were sighted 
and for the succeeding ten weeks they were cond\int companions. This 
day was bright ar^d clear, and the sudden entry into a vast, dead norld 
of grotesque, multishaped bergs produced a bizarre inpression, 

2. Operations at Antarctica» - The first airplane operations 
were held the next day, 2u December. The helicopter was flown in 
the morning to scout and a PBM was hoisted out for a three hour test 
hop in the afternoon« This was the first time the ship had hoisted 
a PBM at sea and it was at once apparent that hoisting operations in 
still water provide little preparatory training for the much more 
critical problem of hoisting in the open sea. During this hoisting 
operation and those irmnediately following it, a continuous and search- 
ing analysis was made of all phases of plane handling. Since good 
seapiane operating weather in Antarctica was usually reckoned in hours, 
the problem was to reduce all plane handling times to a minimum ex- 
cept crane operating time and that of actual fueling from the ship's 
side, Y.-hich were, of course, uncontrollable.  Efficient organization, 
team »?ork, timing, and "know how« evolved steadily until it was be- 
lieved all bugs had been removed and all unnecessary delays elim- 
inated. Time was eventually cut almost two thirds and planes were 
hoisted in a roll of slightly over 3° on a side, and a wind of seven- 
teen knots, which is considered limiting. Hoisting out in more than 
a 15 knot wind or a 1^° roll is not recoinmended for beginners« 
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After the first flignt dense fog closed in making it possible 
for the ship to celebrate Christmas undisturbed. On 26 December the 
continental ice pack -was sighted for the first time. On this morning 
during a helicopter flight CAVU conditions were changed by fog to Äero 
zero in a mEtter of minutes.  The helicopter was landed aboard after 
some tense moments by means of directing it to follow the rim of the 
ice pack into which the ship had stuck her bow. That afternoon a 
FBä  took off but was forced to return due to bad waather. The 27th 
and  28th were foggy but the sea was calm and on the 2dth the CURRITUCK 
moored loosely to the GACAPON to fuel» The CACAPON and HENDERSON then 
took their weather stations, the former about four hundred miles to 
the north, and the destroyer the sai.e distance to the west. The rest 
of December was spent in dense fog, moving frequently to clear drift- 
ing bergs. 

As the ship gained experience in Antarctic navigation, it was 
soon found that the biggest menace was the growler, a large chunk of 
ice with too little area above the surface to be picked up readily 
with radar. Although frequently large enough to do substantial damage 
to the hull, their greatest daager was damage to the ship's bronze 
propellers. The ship navigated among bergs at night and in thick fog 
at 5 to 10 knotSj the consideration being whether visibility was such 
that growlers would be seen in time to turn* Bergs were shown by radar 
with fidelity (the radar was kept in excellent operating condition) 
and the ship maneuvered in and out among them easily. At one time 
as many as 120 bergs were visible on a 15 mile scope. Later in the 
season the bergs began bo break up and growlers became «n even worse 
menace. 

The CURRITUCK was still near the ^alleny's New Years Day and 
founc" satisfactory flying weather. The first mapping flight of about 
seven hours was flown, the helicopter also flying*» It might be added 
hare that the usual procedure after a flight was launched was for the 
ship to steam so as to keep up with good weather which would be of 
short duration at a single spot. The ship was thus continuously look- 
ing for good weather and for ice bays in the pack ice for wind protect- 
ion, being guided in the former by the aerologist's recommendations. 

On the 2nd both PBM's accomplished long mapping flights for 
the best day's work in the Antarctic to date. Both PBli's again map- 
ped on the hth, one mapped on the 5th and also on the 6th, Operations 
were eminently successful and a substantial portion of the area 
assignment had been completed by this time. 

On the 6th the ship received orders to proceed east to Scott 
Island in latitude 69°  and longitude 179° E to scout for the Central 
Group Ttiich was having difficulty breaking through Lhe Ross Sea ice 
pack to Little America. On the 8th a PB5I attempted to scout for the 
Central Group but was turned back due to bad weather« The SOC was 
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flown this date.  On the iüth the ship arrived near ^cott Island. 
Both PBM's scouted for the Central Group on the 11th a-id 12th under 
generally pool weather conditions. The helicopter and the SOC a^so 
flew, the latter flying to Scott Island and scouting the thickly 
strewn ice covered area.  Duty having been completed, the ship then 
proceeded westward to her assigned area looking for favorable oper- 
ating weather.  Often the weather was good but the northerly swell 
was running too strongly and the ice bays did not prcvide refuge 
from the swells.  In this area adjacent to the magnetic pole, the 
magnetic compasses were of no value whatsoever.  The second or aux- 
iliary Mark 18 gyro compass was of great value, tut should be cut in- 
to all repeaters to be of full value.  The importance of the fathometer 
in these poorly charted waters is also obvious if any progress is tobe 
made. On the 21st wind under the rotor blades of the helicopter bent 
them upward putting it out of commission. By the 22nd the ship was 
in lonritude IliO East and weather was good this date. Two PBM!s 
accomplished long mapping flights. During these flights the CACAPON 
joined and fueled the ship. The CACAPON then proceeded to a rendezvous 
with the PHILIPPINE SEA, carrying mail for home. IVhile hoisting a- 
board, one PBM's wing tip was damaged when it came into contact with 
the side of the ship. Weather was poor for the next few days and a 
flight was not made until the 26th at longitude 1314° East. The dam- 
aged wing tip was replaced in the meantime. Again on the 27th and 
26th both planes flew photographic missions. The SOG was also flown. 
At this tirre the ship was off the Shackle ton Ice ^helf at 12i4 degrees 
East. It was during these flights that unfrozen lakes or "oases" 
were discovered. Also it was in this area that the largest icebergs 
were sighted, one estimated at more than seven miles long.  Great 
numbers of seals and whales were seen on or adjacent to the pack ice. 
The final flight in January was on the 30th. 

The CURPJTUCK launched one PBM the first of February in long- 
itude 120 East. On the 2nd both planes flew missions from 115° East. 
On the Uth the CUHRITUCK fueled the HENDERSON and traisferred stores* 
After fueling the seas became rough and the weather became worse. 
Ship handling in heavy seas was normal. The sea was kept on the bow 
and the speed was adjusted to wave period to give best results. The 
ship rides well down wind, but turning into the wind should be made 
early if there is reason to expect an increase in wind and seas, since 
turning across the trough could jeopardize the planes secured on deck. 

The days were now growing noticeably shorter and colder. 
Trouble was being increasingly experienced by freezing of the circul- 
ating water of the boats. During this time flight operations were 
often scheduled but the weather conditions forced their cancellation. 
Cn the 8th the CURP.ITUCK fueled from CACAPON. After fueling winds 
incr3ased to about fifty knots and the ship lay to the next two days. 
On 11 February both PF.y's completed photographic missions. During 
their absence the five inch guns were fired at ice bergs for test of 
fuzes and training. Having photographed the adjacent area the CURRITUCK 
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inoved westward the 12th» The next day in longitude 93° Saat, both 
PBl*'s made successful flights. On the loth the ship had reached 
65° East looking for favorable weather enroute. The HENDERSON join- 
ed and was fueled from CUKRITUCK on the 17th. On the 16th the 
weather was still poor and the CURHITÜCK continued to h0o East, Snow 
storms were encountered, reducing the visibility to 2erc. Finally, 
on 22 February conditions improved and both PE&Ts were launched on 
photographic missions, one reaching Hi0 East, the Westernmost limit 
of exploration. Ihe helicopter was repaired by this time and also 
flew. The weather again deteriorated and the CURRITUCK no v. turned 
east in search of better conditions. Heavy winds tore off the port 
aileron of one FBI,'. At noon of the 25th mountains on the mainland 
were seen from longitude 5U0. The 2öth one PBM flew a mission while 
the aileron of the other was repaired.  It so happened that the area 
over the continent that would have been assigned the second PBM was 
closed in.  ^oth planes flew the next day. February 20th the ship 
was in longitude 1U0  East, 

On the first of March both PRM's made their last flight over 
the continent.  The helicopter flew that ds^ also. At this time new 
ice was forming on the water, and on the planes during takeoff.  Boat 
engines readily froze.  Ihe temperature hovered around 13° F. and it 
was concluded that seaplane operations with present equipment were 
definitely impracticable below this. Weather was unfavorable for 
flying on arch 2nd, and on the 3rd the CJLCAPOK joined and fueled, 
all ships departing thereafter independently across the fifties and 
forties for Sydney, Australia. At this time the weather conditions 
were in an auspicious phase for the crossing, cut a succeeding storm 
caught up with the ship and on the 9th during a 32 degree roll (35 
degrees maximum reached) of the ship, the spare PBL1 without wings 
located aft on the fantail fell over the side, its beaching gear 
fittings having crystallized. The fuselage of a second FBI.' was twisted 
during the storm, rendering it unflyable. 

The ships rendezvoused the 12th in Bass Strait and proceeded 
to Sydney for a six da.v visit. Departing the 20th the CURRITUCK fuel- 
ed from CÄCATON and proceeded independently to the Canal Zone and 
Norfolk, orders having been received to go direct to the East Coast 
for deactivation rather than returning first to San Diego. 

AGCCITLISHJ.'ENTS (STATTSTICAI} 

1,      Ship Perfornance. 

(a) I'iles steamed - 29,19c. Days at Sea - 127, 
(b) Fueling at sea fror: tanker - No. times - 7. 
(c) Fueling Destroyer at Sea  - Kc. times - 2. 
(d) Casualties or other daiage sustained by ship - N'one. 
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2» Aircraft Operations. 

(a) Number of ^lights,   PBM        - 36.     Total hours - 2li8.3. 
(b) Number of Flights,   H03S-1 - 2?.     Total hours -    21.3. 
(c) Number of Flights,  SOC-1    -    3-     Total hours -      6.2, 
(d) «Losses during Operations - None. 
(e) Damage sustained during above operations - One PBM 

with tip damaged  (quickxy repairable)  during one re- 
covery,   and slight hole  (also  quickly repairable) 
punched in side of PBM by boat during hoisting in 
ari other recovery, 

♦During a stonr. while enroute Sydney after conclusion 
of operations,  one PBM was lost over side and the other 
two damaged in varying degrees, 

3. Aircraft Photography. 

(a) Antarctic continental area photographed:    Ii6,6lö sq.miles. 
(b) Coastline photographed from,  167^20'  East to IhPQO* 

East less following sections:     (l$Oo58'  to 1^U038»), 
(87^1*1»•  to T^^'), and (1^57'  to 56o20'). 

GENEEAL   CXM. ENTS AND REGOV;:ENDATIONS 

1. It is felt that this type ship by reason of its large cargo, 
provision, and living spaces plus plane handling facilities is ideally 
suited for extended survey missions,  either arctic or tropical. 

2. The morale during the operation was  excellent.    Large quant- 
ities of recreational gear were carried,   the most important being movies 
and a hobby shop.    These were augmented by books and music.    There 
was little time,   inclination or space for athletics.     It is believed, 
however,   that the main interest of the men was  in the operations and 
in the satisfaction of doing their jobs well.    Many worked as much as 
thirty-six hours without rest in order to keep  the planes in commiss- 
ion so  that a plane WDuld never be prevented from going on a mission. 
It is believed,   incidentally,   that opportunity was  taken of every poss- 
ibility which existed for a successful flight.     This was  largely due 
to  the almost infallible aero logical team on board.    Complete reliance 
was placed in them by all  concerned.    Station weather ships,  of course 
were a must, 

3. Regular ship's routine during the long days was maintained 
by setting clocks o:f zone time to have sunrise about 0700-plane 
hoisting time. 

U. The helicopter was little used,  but should be carried on 
exploratory missions since  it car; be invaluable under certain con- 
ditions.     The 50C was  a nuisance—it couldn't fly when the PHU's 
couldn't and just added coir.plication to the flight deck. 
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Sm The food iras excellent and canteen supplies were carried in 
sufficient quantity to last out the operation. To conserve manpower, 
reduce waste, simplify accounting and reduce expense to officers, all 
personnel without exception were placed on the general mess, tbr 
long steaming periods with the present personnel shortage this is 
strongly recomi)ended. Officers' mess of course are privileged to add 
small delicacy items as and if desired, 

6*      It is desired to emphasize strongly that well qualified 
technicians arc essential in radio and electronics. That equipment 
must work constantly at peak efficiency if scy progress is to be made 
with safety in the ice and over sketchily surveyed waters. Expert 
maintenance ana repair personnel are far more to be desired than aux- 
iliary equipment. 

7.      The use of ice bergs to provide a lee for seaplane operations 
should not be counted on. Long deep swell produced the worst and most 
frequent hoisting problem and a berg unless aground will not help. As 
the ship developed hoisting tecnnique, it arrived at a stage where 
hoisting was possible under any condition which was satisfactory for 
seaplane water operations.  If the berg assists hoisting under worse 
conditions, the plane is still without a warm-up and take-off area, in 
addition to which winds in lee of a berg are dangerously confused. 
The use of bergs to provide a lee in emergency should be kept in mind 
and their use when grounded is recommended at any time.  Under all 
conditions care must be exercised not to get in irons alongside as it 
must be remembered that the ship is limited in freedom of movement 
during hoisting aid fueling of the planes.  If the berg is drifting 
faster than the ship, serious damage might easily result in getting 
clear. 

Ö.      Ice pack was found to smooth wind chop to a marked degree 
and pack bays were sought and used. Here again, however, no protect- 
ion from swell can be expected. 

JOHN E. CLARK 
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ANNEX ONE - (m) 

NARRATIVE 

U.S.S. GACAPON (A0^2) 
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CC^TiriENTIAL 

CPJECTIVLS; 

The objectives  of this  comriand,   set forth in C7F 66 Operation 
Plan 2-^6 and annexes thereto briefly were as follows:   (a)  To aupport 
the  general plan for inward  radial exploration of Antarctica by tender- 
based aircraft,   (b)  to carry out assigned naval and scientific projects, 
(c)  to train personnel and test maLerial in the frigid *one,   (d)   to 
asplify existing imowledge cf hydrography along the route to be travers- 
ed,   (e)  to  supply fuel to the Western Task Group and to such other ships 
as niight be designated.    An objective  conplenentary to the latter was to 
train personnel in and to perfect techniques of fueling at sea by the 
Elwood method, 

NARPATIVE: 

On 30 September 19ii6 the ship first learned that it sight 
participate in the expedition.    Participation was confimed en 8 Oct- 
ober,    The then coasanding officer instituted tiaely aeasures to pro- 
cure for the ship the materials and alterations essential to opera- 
tions in regions of extrene  cold.    Subsequent  ccBnanding officer; 
prosecuted the prceras so that when this writer took conaand on 29 
NoveabeTj  19u6,  preparations were alacst cosiplete.    The only outstand- 
ing iten was prc^cureaent of personnel and aaterials necessary to the 
institution cf a hobby^-craft progran. 

Foe delayed the sailing cf this ship for several hours on 2 
Deceabert    ^i« delay prevented early rendezvous with f^TG 65,2, "out en- 
abled the ship to receive late arriving personnel and naterials which 
had been ordered,    Hendezvoos was further delayed by a  casualty tc the 
#li spring bearing on the starboard shaft,    Errors in aacninlnp of the 
spare 'oearing introduced probleas of fitting which were not  overcome 
for fifty-sio. hours, 

Rendecvcus with Task Z-rc^up 68.2 was aade at 11C120Z Decer^r'er, 
19u6.    CooBunication with 073 66,2  co-jl_d not be establisnec "cy T3S cue 
tc a defective instils.tor sziz antenna.    DetÄils of the difficulties er,»— 
co-untered are-  set  forth in Annexes ABLS and  CHAPJLIE cf tht  Z^ZkJ^iV re pert. 

The first  fueline =.'.  sea b^ the ilwcoc Eethoc  fcr this  snip took 
place  yn 11 T-ezen'r^er with ehe KENDERSON cooperating.    Handing of the 
variotis details incident thereto "»ras very a*>:KErc.    The next arid succeed- 
ing fuelings a:  sea were jsar.<ec by contiimed : aproveaent in tr^e seaman- 
ship lisplaye-c by all hands,    k list  cf fuelings and  rr other trar^fer 
operaticeis at  sea is attached hereto as Appeodix C'T. 

ifter r-elinr the  ^CSeSIN  on 11 Decexr-er,  this  snip took 
station as directed by OT'l- or.,2.    Rendezrous was rsace again on the 17th, 
after which,  this ship proceeded  ggnerally northeast to oeet the 
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MERRICK and the YANGEY. After fueling these ships, the CACAPON pro- 
ceeded to rejoin Task Group 68.2 in the vicinity of the Balleny Islands. 

Difficulty with the SG-1 radar was first experienced on 19 
December when it became inoperative due to a defective tube. The 
difficulty was finally resolved on 2? December 19h6, by personnel on 
the staff of CTG 68.2. 

Icebergs were first sighted at Latitude 61-20 S. Longitude 176- 
00 E. at 2U16012 December 19U6, In the absence of effective surface 
search radar, the long hours of daylight were a source of comfort to 
this command. 

This ship rejoined the Task Group on 26 December 19U6. The 
HENDERSON was fueled alongside. Foul weather prevented fueling the 
CURRITUCK until the 29th on which date this ship departed to take station 
approximately U00 miles northwest of the CURRITUCK, there to serve as 
a weatner station and as a possible emergency base for planes should their 
parent vessel become fog or snow-bound. 

While patrolling the station northwest of the CURRITUCK, this 
ship had two emergency calls from the HENDERSON for medical assistance. 
At these times and on one other occasion this ship transferred fuel and 
replenished stores of the HENDERSON, On the last occasion, 21 January 
19U7, this ship took her outgoing mail for further delivery to the 
PHILIPPINE SEA. 

Rendezvous with the CURRITUCK was made on 22 January 19U7, on 
which date an attempt was made to transfer 1500 gallons of luboil from 
own ship's stock, A 1^" hose was used but proved ineffective due to 
the viscosity of the luboil. The operation was of some value, however, 
for it necessitated operating this ship on one engine while the transfer 
was being attempted. After picking up mail from the CTIRRITUCK, this ship 
proceeded east to rendezvous with CTG 68.U, 

Rendezvous was made with CTG 68.u in the PHILIPPINE SEA at 
25m20Z January 1917. The commanding officer accompanied by the First 
Lieutenant and a ü. S. Army Chief Warrant Officer, a member of the 
previous U. S. Antarctic Expedition, boarded the PHILIPPINE SPA where 
all met the Officer-In-Charge of the Project. The commanding officer 
and the First Lieutenant with similar officers on the PHILIPPINE SEA 
discussed proposed means of effecting transfer of the heavy loads 
destined for Task Group 68.2 and mutually agreed that "Burtoning" would 
be more feasible than the provision whip method.  ',:jurtoningM was later 
effectively used zo  effect the transfer of more than 23 tons of gear. 

Tfhile awaiting take-off of the Rio) planes, this ship fueled the 
SENNET, the BRCYTNSGN and the NOKTHVriND, and transferred a patient to the 
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PHILIPPIMk SEA.  Two days prior to the take-off, this ship was in- 
strumental in establishing radio comciunication between the base at 
Little Aioerica and the carrier. After the take-off of the planes> this 
ship effected transfer of stores and passengers from and to the 
PHILIPPINE SEA without untoward incident, and thereafter proceeded 
generally westward to rejoin Task Group 68,2. 

The trip west was nipht-raarish. Much pack ice and many ice- 
bergs were encountered. To further complicate the absence of effect- 
ive radar, a storm, of great intensity was encountered for three days. 

Rendezvous with CTQ 68.2 in the CUPRITUCK was effected on 8 
February 19U7. Stores, mail, passengers, fuel and luboil were trans- 
ferred after which the ship proceeded to rendezvous with the HENDERSON, 
Similar services, except for luboil transfer were rendered and this 
ship proceeded to station aporoximately hOO  miles northwest of the 
CTJRRITUCK. 

Approximate station was regained on 11 February. Station was 
difficult to maintain due to preventive maintenance and to actual 
engineering casualties which prevented this ship from having full 
boiler power on the line. 

On 28 February this ship had a pyro failure while fueling the 
HENDERSON,  No personnel casualties were sustained but two span wires, 
two fuel hose messengers and two sections of hn  fuel hose were lost. 
New gear was rigged, and the fueling was resumed five hours after the 
mishap. Steps were taken to insure against repetition of similar 
accidents. 

The ship proceeded generally westward to Longitude 29-30 S. 
in obedience to orders of CTG 68,2. It was on this westward trip 
that the greatest concentration of icebergs was observed. At one 
time this ship, on the A scope aral the PPI, had over two hundred large 
icebergs vd-thin a ten mile radius,  (This count did not include bergs 
of 100-300 tons whose rounded contours would not reflect with sufficient 
intensity to maintain an image on the PPI.) The large bergs were of 
unusual shapes and sizes, probably the result of having overturned on 
GRIGG or BANZARE BANK, 

In compliance with instructions from CTG 68.2, this ship had 
made preparations to participate in a proposed expedition to the oasis 
discovered on the continent. However, weather and other circumstances 
forced abandonment of the project. 

After reaching 29-30 E., orders were received to make easterly 
courses. Due to weather and other circumst mces, CTG 68,2 announced 
abandonment of plans to send an expedition to the oasis which had been 
discovered on the continent. On 3 March made rendezvous with and fueled 
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CURHITUCK and HENDERSON.  Soon after completion of the latter, CTG 66.2 
announced his intention to proceed Sydney. 

Enroute Sydney this ship encountered heavy weather, lost one 
life raft and had several feet of small steam piping torn away from the 
forward well deck,, 

On 11 March this ship entered Bass Strait and fueled HENDERSON 
on easterly courses» The CURRITUCK joined up on 12 March and on signal 
from CTG 68.2, all ships anchored northeast of Wilson oromontory,  CTG 
68.2 held a conference of commanding officers and discussed plans for 
entry, shore leave and liberty. 

Enroute to Sydney the commanding officer advised the crew on 
expected behavior« While at Sydney the behavior of this crew was un- 
iformly good. Only ten infractions of discipline were recorded, the 
most serious being an over-leave of two days duration. No officers or 
men were late returning from the last shore leave or liberty. 

Prior to departure from Sy •»»"./ all members of the staff of 
CTF 68 and CTG 68.2 doing temporary duty on this ship were transferred 
to the CURRITUCK, This ship received personnel destined for West Coast 
ports. 

This ship was underway from Sydney at Hi00, 20 March, cleared the 
harbor and joined up on CURRITUCK when the latter was clear. Heavy 
weather was encountered that evening and the next day to such degree 
that fueling scheduled for 21 March was not attempted until 23 March. On 
the latter date this ship fueled the CTJRSITUCK, after which the latter 
left the formation to proceed Panama, while this ship and the HENDERSON 
proceeded toward San Diego. 

Enroute San Diego this ship held intership drills with the 
HENDERSON, fueled the latter on 25 and 31 March, On the latter occasion 
this ship transferred personnel and gear destined San Diego, After 
completion of the last fueling the HENDERSON was ordered to proceed 
San Diego, while this ship set course for San Pedro in obedience to orders 
from CTF 68. 

The remainder of the trip was without incident. No shipping 
was encountered except a small schooner rigged yacht which was observed 
in Latitude 23-55 N, 131-30 W,, at O5l825o April 19ii7, This ship enter- 
ed Los Angeles Harbor, San Pedro, California and anchored in berth 
ABLE 8 at 0816002 April 19h7. 
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U.S.S, HENDERSON (DD78$) 



CONFIDENTIAL 

The HENDERSON was designated by ComDesPac on 1U September, 
l^Uö for participation in special cold weather operations  in the Ant- 
arctic.    At this time the vessel was  in a maintenance status at San 
Diego,   California,   and had on board a complement of 15 officers and 
123 men. 

No  further information was  received relative to  this  assign-« 
aent until about 1 October,  19U6 when CTF 66 Ser*  05 dated 23 Sept- 
ember,  I9I46 was  received,,    CNO Conf,  Ltr.  op33/hcc QGii Serial No, 
065p33 dated 26 August,   19ii6 was listed as an enclosure to  this letter 
but was  inadverteiily omitted when mailed» 

The present GommandiJig Officer reported on board to  relieve 
Coranand on 5 October,  19ii6 and at this time there was no infonaation 
available aß  to the general concept of the proposed cold weather oper- 
ation.    Inspection of the ship upon relieving of Command reveajied that 
during the time the HENDERSON had been in a maintenance status spare 
parts and other equipment had not been kept up to full allowance«    How- 
ever,   immediate steps were taken to  requisition and obtain these items. 

About 15 October, 19U6 CTF 66 Serial 036 dated 9 October, 19U6 
was received giving preliminary information on Operation HIGHJUMP« 
This was the first information received relative to types of ships 
this vessel would be operating with and the general concept of the pro- 
posed operation.    Also paragraph 5 of this letter definately indicated 
that all special cold weather clothing would be procured and issued to the 
various ship by the Task Force Commander,    upon receipt of this same 
reference Conmander Destroyer SqtuufroQ THIRTEEN t>Dok immediate steps 
to exchange personnel who did not have six months obligated service 
from 1 November,  19U6» 

On 28 October,  19U6 the HENDERSON was ordered to San Francisco, 
Calif.    Area for plane guard duties with the USS BOXER  (CV2i) and re- 
turned to San Diago,  California,  on 9 November,  19ii6.    At this time 
the ship's complement »as 17 officers and 191 men.    Eight critical rat- 
ings were ordered to  the HENDERSON from OomDesPac for temporary duty 
during this period. 

The HENDERSON returned to  San Diego,  Calif,  on 9 November, 
i9U6 and went alongside the USS DIXIE for a period of two wenks for 
routine tender overhaul.    During the period alongside the tender the 
ship began taking on stores and provisions.    At the same time bathy^- 
thermograph equipment was  installed by NEI San Diego,  California. 
Racks for forty helium bottles were manufactured and installed by the 
tender. 

On 9 November,  19U6 CTF 66 serial 0102 of 2h October,  191i6 
was received directing individual ship to procure their own cold 
weather clothing.  Requisitions were promptly submitted to  NSD San 
Diego,  California,   for this clothing,  and no difficulty was experienced 
in obtaining required amounts in  the desired sizes. 
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On 12 November, 19Ut>  the Staff Supply Officer for Task Force 
60 came aboard and gave considerable helpful infonaation on expediting 
procurement of stores and supplies, as well as giving instruction in 
fc>w to properly wear winter clothing. 

The DSö üüERITUCK returned to San Diego, California, on 15 
November and upon her arrival a conference was held between the Com- 
manding Officers and all heads of deparfcaents. 

The HHJDERSON reported to CTF 68 for duty on 20 November, 19U6. 

After leaving from alongside tne tender on 23 November, 19U6 
the HENDERSON proceeded to sea to rendeivous with the USS ÜÜERITUCK 
and conducted fueling-at-sea operations« Upon completion of this op- 
eration, tne HENDERSON returned to port and Boored to Pier 3,  U. S. 
Naval Station, San Diego, California, for installation of rescue baaket 
and equipment. While alongside the pier n»re provisions, stores and 
special equipment were received aboard. 

The ship got underway on 27 November, iyu6 and proceeded to 
Fuel Dock, San Diego, California, to take on special BuOrd equipment 
(MJULIV depth charges), Ammmition and fuel; upon completion returned 
to pier 3 Ü. S. ^aval Station for completion of installation of rescue 
baskets and equipment. 

Upon completion of installation of rescue baskets and equip- 
ment on 29 November, 19ü6J the HUfluJiESON returned to her formal moor- 
ing at Buoy 20. 

Monday 2 December 19U6s 1200 - Underway from buoy # 20 for 
fueling dock, San Diego, California. 13hS - Underway from fueling 
dock, proceeding out of harbor. Passed sea buoy nlAH, se^ course 2lu0 

(T), speeo 19 knots, to rendeivous with Task Group. 1718 - Arrived 
at rendezvous.  Prioceeded independently. 

Tuesday 3 December: OSUO - Sighted Quadelupe Islands, bearing 
212° (T), distance 1^0 miles. 0600 - Stopped for bathythermograph read- 
ings. 12U0 - Changed course to 208° (T), speed lb knots. 1800 - Stop- 
ped to take bathythermograph readings and twice daily hereafter. 

Friday 6 Decembers Base course 206P (T), speed 15 knots. 
Set all clocks back one hour to confonB to plu« 9 acne time. 

Saturday 7 December: About 1800 - wind increased to  force 8. 

Sunday 8 December:  1305 - Stopped to take B. T. readings and 
allow Neptunes Rex and his court to come aboard. 1321 - Reaaied base 

course 2QÜ0 (T), speed 15 knots. 1200 - 1600 Took first rawin. Sky 
overcast entire day. 
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Monday 9 December 19U6, 0213 - Crossed equator at 132° Ul« W. 
1658 - Port engine stopped for repairs . Starboard engine aaicing 
tuma for 20 knots.  2030 - Repairs completed on port engine^ all en- 
gines ahead IS  knots. 

Tuesday 10 Decembon 10U5 - Chaige course to 230° (T) to 
intercept the CACAPON and CURRITUGK. Change coarse to 223° (T) speed 
13 knots to intercept CACAPON and CURRITUGK. 

Wednesday 11 Decanber: 0050 - Target bearing 201° (T), range 
6U,U00 yards on S, G. radar. 0057 - Target bearing 270° (T), range 
90,000 yards S. G. radar. Ql50 - Sighted Fatu Hukir of the Marquesas 
Islands bearing 182 (T), range 17 miles. 0310 - Sighted Hiva-oa Is- 
land, Marquesas group bearing 153° (T), range 19.5 miles. Stopped at 
060i; for one hour due to loss of water suction. Underway again set 
course 215° (T), speed 25 knots. Made radar contact CURRITUGK and 
CACAPON bearing 228 (T), distance 16 miles, lili) commenced fueling 
from CACAPON. Went along starboard side of the CURRITUCK to transfer 
WHITE, F. V. m2f 22k  86 00, USN, for instruction in photography. 1?22 
Took station 2,000 yards ahead of the CURRITUCK, base course 21CP (T), 
speed 16.5 knots 

Thursday 12 December: QUO - Made radar contact on YANCEY 
(AKA93) bearing 20iiO (T) range 16 miles. 0925 - HHIDBRSOH, CURRITUCK, 
CACAPON and YANGEI, in that order, started passage through the Toaaotu* 
Archipelago, CURRITUCK launched helicopter to search for hidden reefs. 
Passed Philipps Island, Saken, and Hiti Island, in that order* From 
all indications Saken and Hiti islands are about two (2) miles further 
west than our charts indicate. 1015 - Sonar picked up reef bearing 
185° 'T) range 2800 yards. Held tactial drill with HENDERSON as guide. 
Secured from tactical drill set baae course 321° (T), spaed 11 knots« 
1700 - Set clocks back one (1) hour to conform with plus 10 zone time. 
Changed base course to 21iii0 (T), speed 16 knot«. Proceeded independ- 
ently to resume course along designated track. 

Friday 13 December:  Comenced issuing winter clothing. Passed 
through intennitten rain squalls; heavy overcast all day. 

Saturday Uk  December: 0013 - Radar (SO) contact on He Tabvai, 
bearing 185° (T) range UO miles. Passed island to port bearing 120° (T) 
23, UOO yards. Held Captain^ inspection of personnel, messing and 
berthing spaces. Heavy overcast all day. 

Sunday 15 December: Changed course to 211 (T) speed 16 knots. 

Monday 16 December: Test fired tw) 20ima mounts in the after- 
iMon. 1700 - Set ship's clocks back one (1) hour to conform with plus 
11 aone time. 2200 - c/c to 192°   (T) to rendezvous with the CACAPON. 
2300 - c/s to 13 knots. The sky was overcast all day, wind light, with 
a heavy swell. 
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Tuesday 1? DecÄtibert  Sighted the GACAPON at QblS, bearing 
1114° (T) range 25,000 yard*.  Refueled from GACAPON on baae course 
215° (T) »p«ed 12 knot». Sighted the CURiUTUCK at 0750 bearing 155° 
(T) range 15 miles.  Pursuant to verbal orders of C. 0. USS GACAPON, 
Dr. R. F» Diet* of the ^avy Electronics Labrotory, reported aboard 
for temporary duty. 1010 - Completed refueling. At 1100 irent along- 
side starboard quarter of the CURRITUCK, base course 215° ( T) speed 
12 knots. HHITE, F. V., MM2, 22I4 86 00, USN returned aboard, by 
breechers buoy and aircraft crane, having completed temporary duty 
on the CURRITUCK. 1112 - Exercised in operation of the air-sea rescue 
basket equipment. At 1230 set course 251° (T) speed 16 knots to resume 
designated track. Changed course to 219° (T). Passed over a sea 
»ountain during the night» Fathometer rose from 2900 to TOO fathoms, 

Wednesday 18 Decembeu 0915 - All engines stopped due to loss 
of vacuum. 09U0 - Oomraenced making tumsfor 10 knots on port engine« 
By 09U5 - had regained vacuum and set speed at 18 knot». Changed 
course to 217° (T) speed 17 knots. Visibility poor all day. 

Thursday 19 December: Ooamenced 3CP sonar saarch on either 
bow. 2206 c/c to 232^ (T). 

Friday 20 Decembert Force of wind 6, vlcibility good with 
a low and middle cloud coverage. Crossed the 100th meridian west 
bound at 12J4C in latitude 52o 55'S. 1917 - Stopped all engine» due 
to water in the fuel oil. 2QU5 - Engineering casualty corrected, 
resuaed base course and speed. 2215 - c/c to 199° (T) speed 16 knots. 

Sunday 22 Decemberi 0800 c/c to I8U0 (T). Picked up whales 
on the »onar gear at ranges from 800 to 1000 yards» 2130 - c/c to 
169° (T). 

Monday 23 December: 01U5 - c/c to Ü90O (T). 0200 - c/c to 
000° (T). 02114 Radar contact bearing 02(P (T) range 2U,800 yards. 
c/c to 020° (T), 0217 - Sighted the CURRITUCK on base course 212° 
(T) speed 16 knots. 0030 - Bagain circling the CURRITUCK at various 
speeds for calibration fortheir R.D.F. gear. Sighted first icebergs 
at 1315. Radar picked them up at a range of 22,000 yards. Fifteen 
minutes after the first two were sighted we were in a large field of 
theci. Steered various courses and speed to clear icebergs» 1600 - 
Completed passage through field of ice bergs, set course 225° (T)» 1700 
- Set clocks back one (1) hour to conform with minus 11 time »one. 
1931 - c/c to 220° (T). 

Tuesday 2ii December:  Parted company with the CURRITUCK, pro- 
ceeded en duty assigned in accordance with previous instructions, 
using various courses and speeds to pass clear of ice bergs. Our gen- 
eral directions to clear icepack is N.W» 1Ö00 - Ran into heavy snow 
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squalls  followed by heavy fog.    Sloired to  5 knots.     Sonar proved 
invaluable in detecting growlers,  pack ice and ice bergs.     Growlers 
could be detected at ranges of 1,000 to 2,500 yards.     Ice berga were 
picked up at 5>500 yards and on one occasion at 7,100 yards.    Radar 
had trouble picking up growlers and pack ice.    Large and small bergs 
could be detected at great ranges which was of great assistance in 
navigating in vicinity of the pack ice.    Magnetic compass showed de- 
viations up to 131° W.     Vf3 are now in the region of continuous day*- 
light.    Retained in the fog for rest of day.    Maximum visibility,  2, 
200 yards. 

Wednesday 25 Decerabert     Chriatmas Day,    Visibility poor ranging 
from 50 yards to 1,500 yards.    Sea cal», with light wind.    Continued 
to get excellent information on ice from radar and sonar. 

Thursday 26 December:    Running in and out of fog continually. 
Visibility never increasing over U,000 yards.    Steering various courses 
and various speeds to clear ice b«rgs and pack ice.    The general head- 
ing was W.S.W.    The B.T. observations showed a "Peter" pattern isost of 
the time which accounts for the excellent results obtained with sonai 
equipment.    Set course 090°   (T) and speed to correspond to visibility 
to effect rendezvous, with the GA.CAP0N.    2130 - Changed course to 161°  (T). 

Friday 27 December:    O2I4O - Arrived at rendeavous position, 
commenced steaming in a two mile square attempting to contact the 
CAGAPON.    Made contact with the CURRITUCK on voice radio late in the 
morning.    Strength one (l).    Pog continued.    Visibility ranging from 
300 to 1,500 yards.    Average speed 5 knots.    Made voice radio contact 
with CURRITUCK again about m30.    Radar had picked up the CÜRRITUCK 
and the CJLCAPON «arlier In the day, but it was impossible to disting- 
uish tham from all the ice bergs in the vicinity,  'ince both ships 
were lying to in the vicinity of ice bergs.    Laid to in the fog for 
about 2 hours,    11^37 - Moored starboard side to the GACAPON.    Pursuant 
to verbal orders of Commander Task Group 6Ö.2, Arbuthnott, J.,  Jr. 
716 60 22, V6, was transferred to the GACAPON for Temporary Additional 
Duty for about one   (1) month.     Completed fueling from GACAPON at 1950. 
Set course OOCP  (T),  speed 5 knots, on route to assigned station 300 
■iles to westward of refueling rendeavous • 

Saturday 28 December:    0205 - c/c to 27aP  (T)«    Sun broke 
through occasionally.    Visibility averaging 10 miles.    Force of wind 
four.    ^930 - Sighted several »Killer" whaling boat«.    2029 - Passed 
Japanese  factory  ship  Nisshin Maru #1  operating 5  small whaling boate. 

Sunday 29 December:    0730 - Changed course to 180°   (T). 
Another day of poor visibility,  never increasing over h miles,  and 
light winds out of the W.N.V. and W.S.W.    Continued to steam on stat- 
ion in a four (h) mile square for the remainder of the day. 
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Monday 30 Deceüber: Viaibility averaging TIVM 5 to 7 Bdles. 
Wind« varying from forca 1 to force 6 fro» E.»,E. to B»S«£« 

Tuesday 31 Decembert QhOO  - c/c to l&f  (T) speed 5 knot«. 
Visibility froa 5 to 7 ndles low and Middle cloud coverage - wind 
force of 3 fro» E.N.E. and E.S.Ä« 

Wednesday 1 January: Patrollng station 300 miles to westward 
of CURRITUCK acxlng as weather station. Steering on north and south 
heading for apprcxiaately twelve (12) hours at a time. Visibility 
mnging fro» three (3) ailes to U00 yards. 

Thursday 2 January: Conditions same as preceeding day. The 
sun shines faintly through the overcast each day for an hour or two. 
The ho risen is always poor but the naming fixes have never been fui>- 
ther than 15> or 20 idles fro» the D.R. 

Friday 3 January« On station 300 Bile» to westward of the 
CURRITUCK. 09U5 - Chief Phanaacist »ate reported an acute case of 
appendicitis on board. Changed course to COOP (T), spead 20 knots. 
Hotified CoHEsander Task Group 68.2 of situation and requested lanad» 
late rendezvous with the CJLCAP0N. The CIGiPON's last posit report 
indicated they ware 300 »lies to the north of us» 1300 - Set clocks 
ahead one (1) hour to confer» to sinus 12 tone time. 1530 - Changed 
course to (Mi0  (T). 1902 - Chang«! course to OII40 (T). 1915 - Sighted 
GACAPON bearing 020° (T), range 10 »iles. Moored starboard side to 
GAGiPON. Pursuant to BuMed for» "G" the following »en were transferred 
to the G4CAP0K for treataent. KYTS, E. J., SI, 567 39 62, USN, MOORS, 
0. R., Fl, 3U7 27 98, USN, MILLER, D. L., SI. 798 37 17, USN. Coa- 
pietad refueling about 2300. Set course 2l8r (T), speed 12 knots for 
operating area along 1147° E« Longitude in vicinity of ice pack. It 
was noted that ice bergs were »ore maaerous at refueling position than 
further south in our previous operating area. 

Saturday U  January: En route to operating area along 1117° 
Longitude in vicinity of ice pack. Visibility poor with intennitten 
snow flurries. Arrived on station at approximately 1500, c/c to 180° 
(T) speed 12 knots to look for ice pack. Arrived at ice pack at 21115 
in vicinity of 65 15* S. The ice pack was very different from any 
observed before. The ice was Jammed in tight and the edge had a veiy 
distinct outline. Several bergs over 200  feet in height could be 
aeen deep within the pack. B.T. readings showed a marked change from 
a positive to a negative gradient. Visibility was good with a low 
cloud coverage - sea calm with no drift ice of any kind. Radar picks 
up pack ice at a range of 12,000 yards. 2200 - c/c to 000 (T), speed 
3 knots. 

Sunday 5 January: 0617 - c/c to 180° (T). Visibility average 
aaximiua lü alles. liOO - c/c to 225° (T). CoBoenced swinging ship to 
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conipensat« magnetdc compase.    Took an extremely long time for compass 
to settle down.    Compensation was not completed«    The approximate 
distance from South Magnetic Pole was 175 miles. 

Monday 6 January«  0015 - Set oourae OOCP   (T),  speed 3 toots. 
0513 - c/c to 180°   (T).    0955 - Stopped 1,000 yards off ice pack to 
take B»T«  readings.    Weather and sea same as proceeding day,    OoBmenced 
swinging ship to compensate magnetic compass.    1735 - Completed 
»winging ship.    Had greatest difficulty in compensating on SSE and 
SSW headings,    1800 - c/c to 020°  (T), 

Tuesday 7 Januarys    Steeming singly aa part of Task Group 
68.2 on assigned station along the Antarctic ice pack at longitude 
117° E. QÜ00 - c/c to 180° (T).    0905 - c/c to 0900   (T).    1600 - 
c/c to 260° (T)* 1636 - c/c to 300°  (T).    1700 - Fog closed in, vis- 
ibility reduced to 500 yards.    19h7 ~ Fog lifted, visibility increased 
to 14,000 yards, 

Wednesday Ö January:    0200 - c/c to 090°  (T).    Intennitten 
fog throughout the day.    Visibility never increased over 5 miles. 

Thursday 9 Januarys    Visibility poor, moderate sea,  and 
light wind.    CPhM reported an emergency medical case on board.    1211 - 
c/c to OOCP  (T),speed 16 knots to effect rendezvous with the GACAPON 
250 miles to the north,    c/c at 1500 to 002°  (T).    c/c to Q13ü  (T). 
2111 - Made radar contact with GACAPON bearing 066°  (T), range 26,000 
yards,    c/c to 066°  (T),  speed 20 knots to rendezvous with tanker 
which is lying to.    *hile moored alongside tanker to  transfer emergency 
medical case the ships rolled together caving in sides of hOlßi mount 
#iil and # U3.    Transferred CROSS, R,  Jr., SCI,  269 75 19, USN to 
GACAPON for treatment, authority Bt&ed form    »G". 

Friday 10 January:    Refueling from GACAPON.    Completed re- 
fueling at 0200,    Set course 185°  (T),  speed 11 knots for operating 
station on Ihi    E. longitude in vicinity of ice pack.    Visibility poor - 
maximum 2 milee, wind force 3,  swell confused, averaging from 3 Jo 5 
feet,    c/c from 18I40   (T)  to 150°   (T) at 1300.    1800 - c/c to 100°  (T), 
Arrived in vicinity of ice pack at 21400. 

Saturday 11 January:    Wind of force 3 - visibility poor, 
aaxiaium 5 miles,  swells average about h feet.    Steaming on north-south 
courses to remain on station - speed 3 knots. 

Sunday 12 January:    On station along 1^7° E, meridian in 
vicinity of ice pack.    Steaming north and south courses to rrinln 
on station,  speed 3 knots.    Swells confused averaging 10 feet high. 
Visibility bad, ModBom 2 miles closing in to 1000 yards.    Wind,  force 
5 from N.  W, 
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Monday 13 January:    Wind of fore« 2 from N.¥. Swella arwagin« 
5 K^W«    Average riaibility one  (1) alle.    Ruceive^ orders fro* CTG 60,2 
to aov« "wratwiird 300 alles from pr«««nt poaltion*    c/c to 270, »peed 
h knots* 

Tuesday Hi January«    Course 270°  (T),  speed h knots.    Wind 
changing from force U to 7«    Predoalnately fros the east.    Swells 
averaging 5-Ö fset from the aast. Maxlaua visibility J mile,    Oowaenced 
«nowlng lightly in early part of afternoon.    Changed to heavy snerw in 
late afternoon and continued for rmainder of day, 

Wednesday 15 January:    Course 2700  (T), speed k knot«.    Cros- 
sed magnetic equator «bout 0600 «t 6U0 25' S.    Distance from south 
magnetic pole approximately 200 miles.    Wind died donn after 0600 to a 
velocity of 12 knots,  from the K,E*      Swell averaged about 6 feet from 
the fiast.    Visibility Increased after 0600 to eight (6) miles. 

Thur8d«y 16 January:    Average force of wind 3 from the H.S« 
Average visibility was 5 mile«.    Arrived on station and contacted ice 
pack at 6U0 U51 3.    Coasnenced steaming on east and west course to re- 
main on station, speed 3 knot«, 

Friday 17 January:    On station in vicinity of 13^ £»    merldan 
and 6U0 30« S Latitude beading into sea and wind on course OöÖ^ (?) 
through 100°  (T),    Wind of force 6 and 7 from 090°  (T).    Swells between 
10 and 12 feet f 1x33a 090°  (T).    Average visibility 1 mile.    Light snow 
in early evening changing to heavy around 2100. 

Saturday 10 January:    Swells 20 to 28 feet high from the east. 
Wind of average force 7 from g.S.E.  and at times reaching a maxima» 
velocity of UO knots.    Average visibility was half a mile*    Showed 
continuously all day with extremely heavy snow late in the evening« 
i90u - c/c to 20^  (T),  speeo U knot«.    TUT (RCÜ) antenna broke loose 
froa the mast.    Holding bolts gave way due to continuous rolling of 
ship.    The barometer dropped fro« 2y.32 to 20.76 in twenty four hour 
period. 

Sunosy 19 January:    On assigned station in vicinity of ice 
pack near 136° 1.  Longitude.    Course 28CP   (T),  speed h knots.    Average 
wind of force 3 froa E.S»E«    Swell was  confused and about 5» high. 
Average visibility about 1 alle.    UOO - c/c to 100°  (T)»    Continuous 
snow.    Sun broke through the snow around 1600.     c/c to 09CP   (T),  «peed 
3 krota. 

Monday 20 January:     Course 090°   (T),  sp^eö 3 kaots.    Obtained 
two sun sights in latter part of morning to  give first sights for fix 
in three  (3)  days,    c/c to 270°  (T).    Obtained another sun sight and 
LAN at 15Ü) to verify nöming fix.     2200 - c/c to 090©  (T),    Average 
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force of wind 2 from E.S.E. average visibility 15 miles. Height of 
swell from 3 feet to 5 feet from N»S. intermittent snow flurries the 
entire day. 

Tuesday 21 January: Qhhh -  Sighted GACAn;« bearing 023° (T), 
range nine miles. Commenced fueling from CACAPON on base course 0300 

(T), 5.5- knots. Received supplies from and discharged mail to GAGAPON. 
Pursuant to BuMed form "G" GUXESPIE, R. V^WTS, 3ii2 66 97, USN. DA 

mm  RIOS, L. B. mt2,  Sdy Jo  26, USN, W&MDää, R. A., Fl, 3^7 27 98, USN, 
Were transferred to GAGAPON for trcatment. Pursuant to original orders 
from Director of Scripps Institution of Oceanography, MANN, H, J. , 
Civilian, was transfered to the CACAPON. KYTE, E. J,, Si, 567 39 62 USN, 
and MOORE, G« R., Fl, 3h7  27 98, USN, were received aboard for duty 
from the GAGAPON, treatment having been completed» 13Ü0 - Completed 
refueling, set course 25'00 (T), speed 5 knots» Average wind force 
5 from E,S.E., visibility 8 ailes, average swells of 5 feet from E.S.E., 
barcnaoer steady.  2200 - Received orders from Commander Task Group 
68.2 to take new station 300 miles distance from the CURRITUCK bearing 
300° (T). Changed course to 338° (T), spfeed 5 knots. 

Wednesday 22 January» c/c to 310° (T). 1600 - Arrived on 
station c/c to 270© (T), speed 3 knots. Average wind force I4 from 
E.S.S», visibility 15 miles, swells 5 feet from E.3.E. Snowed inter- 
mittently during the afteraoon. 

Thursday 23 January: On station 300 miles bearing 300° (T) 
from  the CURRITUCK.  c/c to 285° (l).  1300 c/c to 270° (T). 1700 - 
c/c to 115° (T), 2000 Average wind for today of force 2 from S.E. 
visibility 5 miles, swell 5 feet from E.S.E» 

Friday 2h January: Average wind of force 5 from E.S.E., 
visibility 8 miles, swell of 7 to 10 feet, from E.S.S» continuous 
light snow through afternoon and evening, 

Saturday 25 January: Patroling station 300 miles to the W.N.W. 
of the CURRITUCK.  0600 - Received orders to proceed westward at 10 
knots,  c/c to 270° (T), speed 10 knots. Average wind of force 5 from 
E.S.E*, a 10 foot swell from E»S.E. visibility of 5 miles, light 
continuous snow. Received word that the CURRITUCK was moving westward 
at 7 knots to 130 E. Longitude and we were to adjust station accord- 
ingly. 

Sunday 26 January: Proceeding to station 300 miles to the 
W.N W. of the CURRITUCK. Average wind of force 3 from the East. 5 
foot swell from E.S.^. visibility of 5 miles, light continuous snow. 
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Monday 2? January:  On station 300 miles to the W^N.W., of 
the CURRITUCK. Weather average visibiltiy 8 ailes, wind of force 3 
from E. shifting to N.W. and then back to N.E., swell of h  feet froia 
E. by S.E« light snow through out aoming,  1830 - Received word that 
CURRITUCK was moving west to vicinity of 125° E. Longitude and to ad- 
just station accordingly, c/c to 285° (T), speed 7 knots. 

Thuesday 28 January: Weather visibility 25 miles, average 
wind force h  from S.E.j swells of 3 feet from E.S^E,, weather generally 
was cloudy with broken skies. 

Wednesday 29 January? On station 300 miles W^N.W. of the 
CURRITUCK« 1616 - c/c to 5 knots, proceeding west to new operating 
area. Weather wind S.E., force U, visibility 3.2 miles, 5 foot swells 
from E. with secondary swells from N.E. and S,*», Ligfrt snow showers 
during ■orning. The barometer commenced dropping in the early morning 
and by midnight had reached 29.13 inches. 

Thursday 30 January: 10^0 - c/c to 270° (T), speed 7 knots 
upon receiving word  that the CURRITUCK was moving westward to 115° £• 
Longitude. Weather, visibility 20 miles, wind of force k  from E»S.E. 
U foot swell from E, The barometer continued to drop like a rock 
reaching a new low of 28.52 inches. Excellent weather prevailed 

Friday 31 January: Proceeding to new station along 105° E. 
Longitude, 3^0 miles to the W.N.W. of the CURRITUCK. feather overcast 
with light snow flurries, visibility 15 miles wind of force 3 shifting 
from S.E. to N.W., and back to E. li foot swells from N.W. and E. There 
was a marked increase in the number of bergs in this area« The storm 
passed to the N,E* of us. Barometer rose as steadily ao it had dropped 
yesterday. 

Saturday 1 February: Weather, wind from the E.3«E., force 
U, visibility 15 miles, there were two opposing swells of about h  feet, 
one from the east and the other from the north. Sky was overcast the 
entire day. 

Sunday 2 February: On station 300 miles W.N.W. of the CURRITUCK. 
1700 - Set all clocks back one (i) hour to conform with minus 11 zone 
time. Weather, wind of force 3 from N»E., 3 foot swell, confused, vis- 
ibility 15 miles, observed light intermittent rain during aoming.  Ice 
bergs reniain numerous. 

Monday 3 February: 11430 - Received orders to rendeavous with 
the CURRITUCK (AV7) to refuel,  c/c to 100° (T) speed 10 knots. Weather 
wind N.E. becoming E.N.E. force 5, sky overcast with precipitation 
south of ship all day, U  foot swells from N.E«, visibility 15 miles. 
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CACA.PON.  c/a to 5 icnota.  CoBm6nc«d refueling, baae course 090° (T), 
»peed 8 Icnota» Purauimt to ▼erb&l order« of CoaBMnder Task Pbrce 66,2, 
ARBUTH]«OTT, J. Jr.,KTlf2 716 60 22, US», returned «board and resumed 
his regular du tie« haying ooapleted teaporary additional duty on board 
the GACAPON. HkO  - Coapleted taking on supplies and transferring of 
■ail.  Ooapleted rueling, set course 130^ (T), speed 15 knots for 
assigned station along Antarctic ice pack approxlmately 300 ailes to 
the westward of the CURRITUCK. 1700 - Set ships clocks back one (1) 
hour to confom to minus 10 »one time. Weather, overcast clearing a 
little in evening, wind fro« S^.W. force 5, visibility 20 miles, 
easterly swell of 10 feet. 

Tuesday 11 February! Üli25 - Sighted factory ship ARISTOPHANES 
from Capetown. Weather overcast in morning with snow and fog, clear 
skies during afternoon, average visibility 20 miles decreasing to 1 
mile during snow and fog. Wind shifting for W. to N.E. then S. and 
back to ¥• in the afternoon. 

Wednesday 12 February; 1700 - Set all ships clocks back one 
(1) hour to conform to minus 9  aone time. Weather, visibility 20 miles 
in morning decreasing to average of 3 miles..in the afternoon during 
fog and light'-snow. wind force four from S.w. swell of 2 feet from W. 
over all weather was overcast with light snow and fog. fog becoming 
closer in late evening, decreasing visibility to 150 yards. Had com- 
munication with one of our planes, Baker One, this afternoon. They 
were 63 mile« to the east of us. Bergs plentiful. 

Thursday 13 February: Steaming o- vario>is courses in a west- 
erly direction. Set all ships clock« back one hour to conform to minus 
8 aone time. Weather, fog until 0500, light snow beginning at 0900 
and changing to light rain about 1700, visibility variable 1/U to 5 
Biles with an average of about 2 miles, wind N.E. force five, swell 
N.K.E. i^ feet. 

Friday ll; February: Set s^iips clocks back one (l) hour to 
conform with minus 7 »one time. 20ii5 - Crossed the Antarctic circle 
southbound in Longitude 73° 02» E. Weather, occasional light fog 
accompanied with very light rain, visibility 6 miles, wind W.N."., force 
3, veering to N.N*E. force 5 in early afternoon, swell froia N«W. of 
5 feet. 

Saturday 15 February: Weather, wind from E.S.E. force 7 with 
gusts to 35 kno is, visibility of 3/U mil«. Swells from east averaging 
16 feet and reaching a height of 25 feet. Barometer 28.60 inches. 
The sky obscured with oontinuoua light anew and high winds. 
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Sunday 16 February:  On westerly course in vicinity of 
Antarctic ice pack.  Weather, visibility 3,000 yards, wind E*S.E. 
average force 6 increasing to force 7 in the late afternoon, swell 
from E.S.Eo, average height 12 feet increasing to 20 feet in the 
late afternoon.  Continuous moderate snow with intermittent light 
fog with high sea.  Barometer 29,60 inches» 

Monday 1? February: 1900  - Sighted the CURRITUCK bearing 
300° (T) range about 2,000 yards in heavy snow storm.  Commenced 
fueling from CURRITÜCK, base course 320° (T), speed 6 knots. Weather 
intermittent light snow with occassional rain, visibility average 2 
miles, wind S.E» force 7 decreasing to force 5 late in the afternoon« 
Swell of 10 feet from E.S,-^. 

Tuesday 18 February; Base course 320° (T), speed 6 knots, 
00Ü0 - Completed fueling from the CURRITUCK.  Set course 27O0 (T), 
speed 12 knots for operating area in vicinity of iiCP E. Meridian, 
lii30 - Sighted ship on horizon bearing 260° (T), range about 20 miles, 
ship identified as a Norwegian ship, Antarctic. Weather swell average 
2 feet from E», visibility 25 miles, wind from E. force I4, overcast in 
morning with scattered clouds in the afternoon. 

Wednesday 19 Februaryj On assigned station to west of the 
CURRITUCK. Weather, visibility 25 miles, wind of force 2 from W,, iwell 
of 3 feet from H.Wo 

Thursday 20 February: En route to assigned station on app- 
roximately 300 miles to the west of the CURRITUCK, course 2700 (T). 
»0345-Observed a strong Aurora Australis for about two hours. Weather 
cloudy varying from overcast to a scattered unstable air Mass, vis- 
ibility 20 miles, wind of force 2 from W.N.W., swell of 2 feet from N.W. 

Friday 21 February:  On station west of the CURRITUCK. 1700 
Set ships clocks back one (1) hour to conform to minus 6 »one. Weather 
scattered to broken skies with a few snow showers, visibility 25 miies, 
no swell during the morning one from the S.W. in the evening of aboit 
U feet, wind average force 3 from N.W. shifting to W. then to S. 

Saturday 22 February: 0900 - Received orders to steam east- 
ward at seven knots, c/c to 090^ (T). Weather, scattered clouds be- 
coming overcast about 1600, visibility 30 miles decreasing to 15, 
wind of force h  from W. shifting to N. and increasing to force 5, 
swell of U feet from S.^.W. 

Sunday 23 February: Weather, overcast with continuous light 
snow, wind from N.E. force 5, visibility 5 miles, swell was confused 
of 6 feet height. 
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ifond&y 2h February:    On station to •westwnrd of the CURRITUCK, 
No ice bergs in this vicinity.    Weather, overcast ^fith an occasional 
light jnow or rain#    Wind of force 3 froa N.N.E.,  visibility 10 miles, 
swell from W.  of 12 feet* 

Tuesday 25 February:    0900 - Conducted test firing of 20&i4. 
Kxercised crew at G.Q«    Conducted teat firing of 5" V.T.'s,    1700 - 
inducted test firing of UOMM.    Weather, overcast with light snow, 
wind of force k from N.E«,  visibility 8 miles,  swell of 8 feet from £• 

Wednesday 26 Februaryi    Steering various courses and using 
various speeds to clear brash ice.    Conducted test firing^of 5W mount« 
#1 and #2.    Observed ice pack in Longitudes 53° E.  and 51*    £•  approx- 
imately 65° ii5l S.    liil*5 - Sighted land of continent (Enderby Land) 
bearing 11x9°  (?)• Distance US miles.    Weather, overcast with light 
intermittent snow,  the visibility 10 miles, wind from E.  force 5 swell 
of h,  confused but mostly from N. 

Thursday 27 February:    09l;7 - Conducted test firing 5*/38 
battery.    1530 - Received orders to proceed to fueling rendezvous at 
6U    S 66° E.    Set course 080°  (T) speed 15 knots.    Weather, overcast 
with occasional light snow, wind from S.,  force 6, sea swell of 5 feet, 
and average visibility of 10 miles. 

Friday 28 February:    Sighted CACAPON (A052) bearing 110°   (T). 
Range 20 miles.    1100 - Fueled from CACAPON.    Speed 10 knots.    123k - 
GACAPON suddenly veered sharply to the starboard.    Own ship had on 25° 
right rudder but was unable to keep up.    Farted both hose and all lines. 
There were no casualties to personnel or own ships equipment.    Accident 
due to gyro failure on the GACAPON.    1255 - Set course 090°  (T) speed 
12 knots while GACAPON reriggod for fueling.    1625 - Base course 075° 
(T) speed 10 knots,   corranenced receiving fuel.    1830 - Completed fuel- 
ing.    Set course 270^  (T).  speed 3 knots.    Weather, overcast becoming 
scattered in afternoon, wind from ^. force h, S»E.  swell of 5 feet, 
visibility 25 miles. 

Saturday 1 March:    On station 300 miles to the W.N#W. of the 
CURRITUCK,  course 270°  (T),  speed 3 knots.    Received word that our 
operation in the Antarctic were finished and to head for a rendezvous 
at L.  63° U5'S 65° E.    Set course 090°  (T),  speed 15 knots.    Weather 
heavy sncw,  visibility 3A mile.     »*ind from E.N.E.,  force 7,  N.E.  swell 
of 18 feet.    Observed Aurora Aus trails from 021^ to QljOO,  there was no 
noticable effect on operation of ship.    Our majcimum roll,  50° with 
many others  in the forties. 

Sunday    2 March:     Qa route to rendei^oua.    Weather,  overcast 
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b«coBiing scattared in afternoon wind from W.M*W. force U, visibility 
2Ü miles, a sirell of 6 feet. 

ifonday 3 March:  En route to rendearous with CURRITiJCK and 
CACAPON.  0300 - Sighted CURRITUCK and CÄCAPON vieually. Took station 
astern, base course 050° (T), speed 6 knots.  CURRITUCK conmenced re- 
fueling from CACAPON.  1330 - Took station along CACAPON to receive 
fuel, base course 090° (T), speed 12 knots, 1800 - Completed fueling. 
CACAPON departed, we remained in company nith the CURRITUCK« Base 
course HO5 (T), speed 13 knots, scattered clouds, visibility 20 miles, 
swell of k foot  from N.W. 

Tuesday h  March?  In company with the CURRITUCK, Course 

11CP (T), speed 13 knots. Keeping station 2,500 yards astern of the 
CURRITUCK. Scattered clouds, visibility 25 Miles 3 foot swells from N.W. 

Wednesday 5 March: In company with the CURRITUCK. Base 
course 0(5°  (T), speed 16,3 knots» 0200 - Set all ships clocks ahead 
one hour to oonform with minus 7 aone time. 1500 - Received orders 
to proceed independently at high speed through the roaring hO*s  and 
50's, c/s to 22 knots, c/c to 061° (T), Steaming great circles route 
to IUW, entrance to Bass Strait. Weather broken to overcast with a 
few snow showers. Wind of force and from S.S.W., visibility 20 miles, 
N.W, swell of 5 feet« 

Thursday 6 Marchj En route to N»W, entrance to Bass Strait, 
c/s to 16 knots. 0100 - Passed last iceberg to port. 0118 - c/s to 
10 knots, 0200 - Set ship^ clocks ahead one hour to conform to minus 
8 time »one. OfcOO - c/c to 057° (T). 0k3h  - c/s to 20 knots, 22üu - 
c/c to OI490 (T). Weather, mostly cloudy with light snow in early 
morning, visibility 25 miles, swell of 10 feet from W. wind from W. 
of force 5» 

Friday 7 March: Bn route to N#W. entrance to Bass Strait 
course 0U90 (T), speed 20 knots, c/c to 0li60 (T). c/c to 0ii5ö (T). 
c/s to IM  knots. Weather, overcast with light continuous rain, wind 
from N. force h,  visibility average 8 miles reducing to 1^ at times. 
N.W. swell of 7 feet. 

Saturday 8 March: On route N,W. entrance to Bass Strait. 
Course 0^5° (T), speed Hi knots, 0200 - Set ahip»s clocks ahead one 
hour to conform to minus 9 »one time. Weather, overcast with light 
rain in morning, clearing rapidly after 1500,wind from W.N»W, backing 
to W.N.W., force 6 average visibility 8 miles. N»W, swell of 10 feet. 

Sunday 9 March: Weather overcast with high winds, rough 
seas and heavy rain showers, visibility 6 miles except in rain, wind 
from N.l. of average force 7 with gusts reaching 60 knots, swell of 
15 feet reaching heights of 30 feet. 
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Mondey 10 March: ihOO -  Sighted King Island bearing 100° (T), 
range 26 «dies.  1700 - Proceeded to anchor N.E. of King Island with 
Cape Wickhaai light bearing 270^ (T), range 5 »lies in 10 fathoms of 
water. Weather, broken skiec in early AM, clearing in PM. Visibility 
20 miles, N.E. swell of lb feet decreasing to h  feet upon approach to 
land. Wind from W.N.W, force !*• 

Tuesday 11 March: 0615 - Underway and joined GJLGiPON a« she 
entered the strait. Base course 000° (T), speed 10 knots. 1105 - 
Coomenced fueling from the CA.GAP0N. 1U25 - Oompleted fueling. 1500 - 
Took station 700 yams bearing 135^ relative. Course 068° (T), speed 
5 knots* Weather ssostly clear with few scattered clouds, wind from 
N.E. force 5, swell from E.N.E. of 3 feet, visibility 20 miles. 0200 - 
Advanced ships clocks 1 hour to conform to ainus 10 zone time. 

Wednesday 12 March: 0205 - Sighted CÖRRITUCK bearing 26ü0 

(T), distance approxiaately 7 «dies. 0500 - CURRITUCK took station 
theaa of formation and assumed guide, ©955 - Anchored N.B. of Wilson 
Promontory on Longitude IkT0  E* 5 miles off coast in 11 fathoms of 
water. 1035 - Captain left the ship for conference on CURRITUCK. 
1100 - CACAPON anchored in vicinity. 1215 - Heavy winds set in from 
westward, force 6. 1225 - Commenced dragging anchor moved to 75 
fathoms. mi5 - Captain returned to the ship. 11457 - underway in 
column formation, CURRITUCK, GACAPON and HENDERSON in that order. Set 
course 073° (T), speed 15 knots. 

Thursday 13 March: 1555 - Pursuant to BuUed form »Gn SHIELDS, 
P. T. MM3, 659 66 02, U3N was transfered to the CURRITUCK for treatment. 
1600 - Took last rawins. 1630 - Set course 030O (T), speed 5 knots 
in formation. 1835 - ^assed the H.M.A.S, BELLANA (Cruiser) and the 
H.M.A.S. QUIBERON (Destroyer). 

Friday Ik  March: Making all preparations for entering port 
Jackson Harbor, Sydney, Australia. CURRITUCK fired 21 gun salute to 
the nation of Australia. Salute answered from shore battery. 0852 - 
CURRITUCK fired 13 gun salute to Rear Admiral H. B. Famcomb RAN, 
Oonawmding Australian Squadron. 1030 - Moored port side to CACAPON 
in berth #2, Wbolloomooloo Bay, Sydney, Australia. 

Saturday, Sunday, Monday, Tuesday, Wednesday, Moored Sydney. 
IS    16  « 17    18      19 

Thursday 20 March: 1330 - Pursuant to orders of Director of 
Scripps Institution of Oceanography, Mr. Herbert J. Mann, civilian 
scientist came aboard, from the GACAPON for transportation to San Diego, 
California. 13U7 - Underway from ncoring. 1600 - On station 1,000 
yards with CURRITUCK fonuation guide. Set base course 096° (T), speed 
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15 knots. Weather, overcast, visibility 18 miles, Kind from S.E#, 
fore« 6, swell from ScE, of 9 feet. 

Friday 21 March: Weather, scattered clouds, S.&. Wind 
shifting to S. force 6 rising at times to force 7, S.E. Swell of 12 
feet, visibility 15 miles. 

Saturday 22 March: 0200 - Set ships clocks ahead 1 hour to 
conform with minus 11 zone  time. Weather same as proceeding days with 
wind and sea dropping after 2200. 

Sunday 23 March: 1600 - CURRITUCK parted company en route 
to east coaat by way of Panama. Weather, scattered clouds with no 
wind or swell» 

Monday 2i; March: 0200 - Advanced ships clocks one hour to 
conform to minus 12 aone time. Weather same as proceeding day. 

Tuesday 25 March: 1200 - retarded »hips clocks 2U hours to 
conform to plus 12 aone time. Changed date to Monday 2h March 19U7. 
1350 - Crossed 180th Meridian eastbound in Lat. 22° 51i5 S. 2357 - 
c/c to 0^7° (T). 0900 - Commenced refueling from GACAP0N. 1105 - 
Completed fueling. 

Tuesday 25 March? 1700 - Passed Late Island of the Vavau 
group abeam to starboard distance 20 miles. 1830 - Passed Fanua Lai 
of the Vavau group abeam to starboard distance 5 milss. 

Wednesday 26 March: On station 2,000 yards ahead of CAGAPON 
base course OliT0 (T). 0200 - Set ships clocks ahead one hour to con- 
form to plus 11 zone time. lliOO - Sighted Tutuial Island bearing 
031A

O
 (T), distance 50 miles. 1715 - Massed 10 miles east of ^ago Pago, 

Samoa. 1805 - Sighted Tau ""slaud of the Monua Group bearing OÖOP (T), 
distance 55 miles. 

Friday 28 March: 011i5 - c/i to Hi knots due to boiler 
trouble on CACAP0N. 

Saturday 29 ^arch; 0200 - Advanced clocks one (l) hour to 
conform to plus 10 zone time: 

^unday 30 ^arch; 0315 - Crossed equator northbound in Long. 
156° Hi' S. 

Monday 31 March: Took station on port beam of CACAP0N for 
refueling. 1130 ~ Completed refueling having received 102,160 gallons. 
Pursuant to verbal orders of Co-rmanding officers of Ü.S.S. CAGAPON 
(A052) the following men were received aboard for transportation to 
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San ^iego,   ^alifomlai     Lt.Comdr.  L,  L.   Clark,  USNR.  Mr.  J.  Ciibbs, 
Dr.  H.  E. Dieti,  &nd Doctor ^opklna civilian scientists from ^,EL., 
^an ^iego,  California.     11UÖ - Pursuant to orders of CT^ 68,  parted 
company with CAGAPON. 

Wednesday 2 Aprils     0200 - Advanced ship's clocks one hour 
to conform to plus 8 zone time. 

Sunday 6 Apj-iij     052)4 - Sighted Los Coroaados.    Entered 
San ^iego  Bay channel.    1000 - Moored port side to U.S.S.  PERKINS 
at bioy #27,  San Diego,  California.    Reported to  '-"omDesPac for suty. 
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1 • JilsXl&ia&n.  Preparation?. 

After official notification that the Pli'IE ISLAiO would perti- 
cipate In Ooer^tion HI'.ridJUI'IP, a two months availability period was given 
in NSY at Portsmouth, Virginia.  Alona: v:ith needed repair wor ' and in- 
stallations, g helicopter deck was installed forvard of the pilot house, 
an innovation unlcme in seaplane tender construction.  After entering, 
the Nr.vy Yard on Spptemoer 13, 1946, sll hands carried out a strenuous 
period of preparation, with an. overload of v/ork undertaken by all hands 
because of an acute shortage of personnel. However, as work progres- 
sed, more personnel were assigned to the ship, so that by the end of 
the yard period on November i3, practically the full allowance for 
Operation HIGKJTJMP was ahoard and being Indoctrinated in their ship- 
hoard duties» 

Leaving the yard on November 13, the PIJTE ISLA.ND proceeded to 
the Deperming Station for a routine check and then on to N03» Norfolk 
the same day» From the 13th to the 18th was spent in loading storrs 
and continuing with preparations for sea, and on the 18th the ship pro- 
ceeded to Yorktown, Virginis, for loading ammunition, T:iis operation 
was completed on November 22. Little time was available for needed 
indoctrination of all hands In actual practice for unde way air oper- 
ations, although B  short drill WYS carried out with a PBM from IT AS, 
Norfolk, on the afternoon of the 22nd whils onerating in the Chesa- 
peake Bay, Magnetic compasses were also calibrated at the same time. 

Arriving back at NOB, Norfolk, at dusk on the 22nd, the PINS 
ISLAND anchored out and -ent alongside Pier 3 at NCB early the fol- 
lowing morning, 23 November. From the 23rd to the 2nd of December, an 
intensive schedule of loading stores, aircraft, small arms amnmnition, 
fueling ship and receiving additional Dersonnel was carried out.  It 
was felt that an additional two weeks for practical operations at sea 
would have been highly desirable and beneficial at this time, but this 
coold rot be accomplished because of the time limit of the operation 
schedule, 

2. Narrow la P^Bium. 

At 1300 on December 2nd, 1943, the ship got underway in ac- 
cordance with current sortie plan and proceeded out of the Jhesaoeake 
Bay entrance for rendezvous with the U.S.3. MOUNT OLYMPUS, flying the 
flag of Rear Admiral Cruzen. At 1600 course was set for Panamp, Canal 
Zone, on course 140 degrees T, speed 15 kiiots, in column with the MT. 
OLYMPrs. IJ,3,:.G.0. NOHTHYINO, and the destroyer, U,S,S. BROWNSON. 

The cruise to the Canal Zone was uneventful; the time enroute 
WP8 utilised in routine shipboard training and exercises.  Crooked 
Island Passage w?s navigated during the mid and morning watch of 5 
December 1945, but ^ith clear visibility ^nd calm seas, no difficulty 
in passage wf-s erperlenced. 
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At 0600 on 5 Cecenber, after clee.ring Castle Island, the ?ItfE 
ISLAKD was granted pernilsslon to nrooeed indejjendently to Colon in 
order to reach there in mifficient time to launch her PBMS in prepar- 
ation for transit through the Canal,  At 1100 on the 5th, Cape Maysi 
point, southwestern point of Cuba, was rounded and course was set to 
pass fire miles to port of Ifavaesa Island, At 1800 Navassa Island 
w^s passed abeaic to starboard and direct course was set lor Colon 
for STA at 0800, D^ceüiber 7th. 

On tho afternoon of December 5th a special CIO drill was con- 
ducted with PB4 aircraft attached to VPB-74 based at Coco Solo, Canal 
Zone,  permitting CIC personnel to work: out special eyercises dealing 
with low visibility control of aircraft, 

Isla Grande light was sighted at 0500 on December 7th. The 
PI!JB ISLAND entered the breakwater at Co on at 0800, and anchored im- 
mediately afterwards for discharging aircraft and receiving Canal 
pilots aboard. Underway at 1100, the ship proceeded through the Canal 
with no difficulties and moored at Pier 1, S&val  Submarine Base, Bal- 
boa, at 1837. The first leg of the voyage to the Antarctic had been 
completed, 

3.   £*BiBa i2 fonraUms Am- 

Underway from Balboa at 0900 on 10 December, the PINE ISLAND 
took aboard It's two PBM aircraft outside the Pacific entrance to 

the Canal and then proceeded to rendezvous point, Eendesrvous with the 
Central Group and the other units of the Sastern Group was effected at 
2300« and the PISOE ISLAND took station number 5 in column open order. 
At 0800 on December 11, the Task Force broke up into independent units 
taking stations on tracks at 50 mile intervals with the PINE ISLAND on 
the epstemmost track. At 1100 Malpelo Island was passed close abeam 
to port at a distance of one mile; this was the last land sighted until 
the first flights over the Antarctic Continent. 

Proceeding ever southward, the outer domain of Neptunus Rex 
WP.S entered at 1600 on December 11, and to the dismay of the many pol- 
lywogs aboard, Davy Jones nade his official visit at 1530, Full pre- 
parations had been made by the Shellbacks to properly initiate the land- 
lubbers, and though a very auspicious beginning w-s made, the plans for 
continued initiations and full ceremony had to be suspended because of 
unforseen ship repair work, which did not allow time for full initiation 
ceremonies. 

The Snuator w^s crossed at 0600 on the morning of the twelfth 
at longitude 82 47 W, and the pollywo^s breathed thankful sighs of 
relief when the official announcement w?s made by the Captain that time 
did not allow for further ceremonies. 

* 
The days immediately following crossing the Bcuator were ones 
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Flight ?.  returned to base at 1541 and wr s immediately hoisted aboard. 
The westher hec: rae increasingly unfavorable, and flight 3 enroute to tha 
continent WP? reporting low ceiling and visibility.  At 060r radio con- 
tact was lost »-/ith flight 3 at dotted position at Latitude 71-2^ South 
and Longitude ^9 30 West, and all radio circuits were alerted for pos- 
eitle transmissions.  The STA of Flight 3 was 1245 on 30 December, and as 
that ti e drew nearer, the conditions of no comr-mnications, lew ceiling 
and visitility, accentuated the anyiety wnich wos growing a:'.ong all the 
officers and crew as to the fate of the flight,  1245 pas Fed with no fur- 
ther contact with flight 3; lost plane procedures were instituted, and 
the '^ne remaining assembled PBM was placed in readiness for a search 
flight as so?n as the weather became favorable.  Sad weather prevailed 
throughout the 31st. 

5,  Rescue operations. 

No one felt the spirit of the Few Year, and e general feeling of 
impatience began to prevail when there seemed to be no sigh of the weather 
lifting.  Hourly mesrages were being broadcast to the missing PBK on all 
rfidio circuits, and ne haps it was the feelin . that something was being 
left undone which brought the request from members cf crew to the Chaplain, 
asking that a nightly prayer be offered in behalf of the missing plane and 
its ciew members. 

The Sew Year dawned with little outward prospect of the weather 
clearing.  Slight improvement began in the weather about midmoming, but 
by the time the P-i-' was over the side, a dense fog had covered the area, 
and the PBW with two rearming boats alongside secured to the stem of the 
snip by a 300 foot line.  Misfortune struck again in the early morning 
hours of the midwatch on January 2nd, when the waterborne PBM astern of 
the ship swung into the side of the ship and damaged the port wingtip 
deicing boot and aileron.  It was immediately hoisted aboard for survey of 
damage, and after consideration of time element involved, it was decided 
to sturt immediately assembling the spare PBM on board. 

The ne?t two days were spent in strenuous effort on the part of 
the Air Department personnel in preparing the t o remaining planes for 
flight operations and both planes x-zere reported ready for test flights on 
the morning of January 5th.  No br-->ak in the weather had occured in the 
meantime.  The weather improved slightly during the forenoon watch, and 
both planes were hoisted over the side.  But again the br-^ak in the weather 
failed to hold, --nd again misfortune struck as the nlanes were hoisted back 
aboard. Most unfavorable weather prevailed with heavy swells coming in 
from astern and parellel to the ship.  During the hooking on of the second 
plane, the foul weather pendant carried away, falling ibrward on the plane. 
The former was bent near the leading edge of the wine: and four holes were 
torn in the hull; the largest above the bent former b*ing about a foot long 
and one incn wide, aid the other three about two inches in diameter.  The 
weather cleared in the afternoon of the fifth, and the as-mebled PBM was 
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».gain holeted over the eld« for a test flight. The test was »atlsfactory, 
and with continued improvement in the weather, the plane was gaaeed, and 
departed on the first rescue and search flight to the Antarctic Continent 
at 1900.  Weather in near the continent was bad with low ceiling and visl- 
hllity, and after a negatireeearch over the last reported position of the 
lost plane, covering 100,000 souare miles of territory, the search pl^ne 
returned to the ship hecause of increasingly "bad weather. 

At 1130 on January 6th, the same PBM again departed on the second 
rescue and search flight, hut was forced to return because of unfavorable 
weather with negative results, and was hoisted aboard at 2015* 

On January 7th. the PIKE ISLAND was joined by the CAKISTEO and 
BROWNSOS and a routine transfer of supplies was made between the vessels» 
In the afternoon, both planes were again in comission and were hoisted out 
for test flights, but weather was unfavorable for extended flights, and 
both planes were hoisted aboard after local flights. On January 8th, the 
weather seemed to have taken a definite turn for the better, but» by the 
time a plane was hoisted out and airborne, snow squall« and increasingly 
bad weather forced the plane to return to the ship. 

The following day, one plane was sent on a local weather flight 
which reported very unfavorable weather towards the continent, and at 
1115 it was recalled to the ship.  In the meantime opportunity was teJcen 
to refuel from the CAHISTEO, and a very successful operation was conduct- 
ed with the ships lying to and drifting with the wind. The CAIJISTEO, 
upwind fron the PINS ISLAND, drifted at a slightly slower rate.  Ihe 
waterborne PBM was hoisted aboard at 2015, and flight operations were 
secured for the day. 

With no decided break in the weather. Commander Task Group 684,3, 
Captain G-eorge J. Dufek, decided on the following day, Jenuaiy 10 to 
move 100 miles to the west in search of more favorable operating con- 
ditions. The nev station, in Latitude 67 00 South and 104 00 West, was 
reached at 1830 on January 10th, and after sending out the helicopter on 
an ice reconnaissance flight which reported no possible openings further 
south in the pack ice, it wr.e decided to lay to north of the pack ice 
and wait for more favorable weather. 

Äarly January 11th, the weather began to improve, and Aerology, 
for the first tine in days, indicated that the weather might hold for 
two or three days at least. Flight Quarters were sounded at 0430 and one 
PBM, Lt. (jg) Ball, PPC, was foisted over the side, becoming airborne for 
the continent at 0700.  Weather improved as the plane proceeded toward 
the south, and at 1124, word WPS received that the scene of the crash had 
been located bout eight miles inland on the Antarctic Continent.  The 
second PBM. Lt. Comdr. John Hovell. PPC, vrps hoisted over the side at 1130 
and was loaded with various items of survival gear for the ?urvlving mem- 
bers of the crashed PBM.  It oecame airborne for the continent at 1415. 
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In the meantime further word wa? received from the PBM at the ecene 
of the crash thßt there were six survivors of the cresh with three of the 
crew merrhers killed; ^ns, M. A. Lope?, W. L, Henderpin, AEMl, and F. '■'>. 
VJlliapis, AMMl.  Survival gear wps« dropped, and the survivors were direcfted 
to oroceed overland to a hay of open water about ei^ht miles fror, the crash. 
•This plane was forced to depert from the area for base before contacting 
the second plane because '" t was running low  on fuel supply. The second 
plane had little difficulty, however, in locating the survivors and after 
a curvey of the situation, Lt. Coradr. Howell asked and was granted per- 
mission to land in the water and wait for survivors. 

What followed after that has  een tod and retold again.  Only a 
magnificAnt display of individuDl courage and endurance kept the survivors 
going.  The ship with great relief pud thankfulness received the word at 
n730 on January 12th that all me-a.erB of the survivors were safely aboard 
the plane, which subsequently became airborne for the ship at 0830. 

The rescue plane w: s waterbome at 1044 in Latitude 67 00 3o-ith? 
Longitude 104 20 West, and was hoisted aboard at 1125. Thus ended one 
of the most memorable and trying periods for all hands, and an imnediate 
holiday was declared by the Executive Officer, to reward the crew for 
many long weary hours spent during the rescue operations. 

6, ^gr^UQflg ^ortii Si SflBa Bflgj* 

From January 12th to January 17th, unfavorable wea.ther persisted 
and advantage was taken of this period to give the crew a well earned 
rest. On the 17th, the BROWNSON rendezvoused with the POE ISLAND and both 
ships proceeded southwest in search of more favorable weather for transfer 
of survivors and supplies to the BEOlfrlSOil, which was to effect a. rendezvous 
with the PHILLIP IirG SEA.  This transfer was accompli shed on January 18th 
and the BROWNSON departed the area for scheduled rendezvous. 

On January l^th, anothernesr catastrophe was narrowly averted 
when the helicopter crashed in th^ water on its landing aro roach  after 
an ice reconnaissance fli ;ht.  However, both occupants, Captain Inifek and 
Lt. Comdr. Sessums were quickly rescued by a crash boat standing by near 
the ship, and outside of cold exposure, escaped without in.iuries. 

At 0400 on January 20th, the PIHE ISLAND proceeded northwest, 
skirting the ice pack, In search of more favorable weather conditions. 
The northern edge of the nack was skirted along the 67 degree parallel 
of latitude, to longitude l-'C west, and then course wae set to the south. 
Heavy weather had in the meantime opened new leads in the ice pack and at 
1600 on January l^ond, the ship lay to c the ed^-e of the ice pack, hnving 
achieved its greatest southing to date, in latitude 6Q 13 South and lon- 
gituds lla 34 Vest. 
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Weat ler larproved and at 1800 or January 23rd, both PBM's were hoiat- 
«d over the side, the first plane taking departure for the continent at 
?009 and the second at 3042.  Both planes had succepsful flights to the con- 
tinent and were hoisted aboard in the early morning of January 24th at 0430 
and 0545 respectively. Prior to termination of th:s flight, terminal weather 
had deteriorated and a let down on instruments of 8000 feet was recmired 
and heavy snow fall commenced with and continued after landing, 

Flight operations in thl«. area were maAe extremely difficult by the 
existing areas of brash ice and heavy swells neer the pack, and it was 
decided to move back: eastward to longitude 1^6  west, and course was set to 
northeast. At 0730 on January 24th, course was changed to 090 T.  at 1615 
to skirt the northeast ed~e of the ice pack along the 67 degree parallel. 

At 0500 on January 25th, course was changed to 150 to head farther 
south toward the continent» and at 1430 scattered areas of drift ice were 
encountered which gradually increased until the northern edge of the ice 
pack was encountered at 1530. All engines were stop-oed at 1630 to lie to 
awaiting favorable weather for flight operation, having reached thefarthest 
point south to date in Latitude 68 40 South and 106 17 West. 

On January 26, with fevorable weather, both planes were hoisted 
out at 0445, The first plane departed on a photographic and mapping mission 
to the Antarctic Continent at 0630 and the second at 0721. In the middle 
of the forenoon watch, the SOC was hoisted out for a local flight and the 
remaining helicopter on board was flown from the seaplane deck to the hel- 
icopter deck,'^This was the first time that all four planes on board were 
in the air simultaneously« The two FBI's returned from successful flights 
at 1330 and 1430 respectively, and both were hoisted aboard by 1500. The 
completion of these two flights marked the end of operations in the Cape 
Dart ar?>a, and the decision was made to move to the eastward to Peter I 
Island and then on to Marguerite Bay where it was hoped a suitable anchor- 
age could be found to resume mapping of the continent. Course w; s set to 
the northeast at 1630 on January 26th to rendezvous with the CANISTEO for 
refueling operations In Latitude 66 45 South and Longitude 105 00 West. 
The PINE ISLAND was fueled from the CMISTSO in the morning of January 27th, 
and both ships continued in company for Peter I Island, 

7,   BBttCfttlflM Butten f.ftter I isJUsi aal üaggaffiEUja BAZ. 

The pack ice w s encountered in 67 50 South end 99 00 West, and 
the ship was forced to skirt the edge of the pack to the northeast. The 
northern limit of the pack was cleared at noon on January 28tfc in Latitude 
66 15 South and Longitude 95 30, and course W?B set to the east in 
Increasingly rough seas..  It was apparent that Peter I Island was inac- 
ceesable at this time of the year with the pack extending approximately 
90 miles to the northward. Basting w;>s continued by the PINE ISLAND until 
2300 on January 29th, and in Longitude 93 3" Vest, course was set south 
to reach the pack ice in h^pes of finding suitable weather for contin- 
uation of flight operations. 
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T'ne OANIST30 wss detacned during the evenine; watch to take up 
weather station to the vest.  Heavy concentrations of large tabulpr bergs 
ana drift ice were encountered in Latitude 67 46 South and at noon on 
January 30th the ship lay to waiting for an improvement in the weather. 
The helicopter was launched on the afternoon watch to search for possible 
leads in the ice to allow further movement to the south, hut engine 
trouble developed and it was forced to return immediately to the ship. 
Trie shin lay to in this position throughout the 31 ot in a heavy fog and 
when by noon on February 2nd, there was no improvement in the weather, 
course w e set to the southeast„  Contact with heavy pack ice was made 
about 20 miles to the southeast and the ship commenced skirting the 
pack to the northeast.  Dense fog and he-ivy se^s prevailed ihroughout 
the 3rd, and course WAS set to the north and east heading into the seas. 
The 1. st of the drift ice was cleared in the morning watch in Latitude 
66 04 South and Longitude SP 30 West.  Slow progress, at 5 knots, vas 
continued to the northeast,  -he wind -bated during the midmornlng watch 
of the 4th, but heavy fog persisted and the ship höbe to at 0640  Hoger 
time. 

Easting w s continued in a variable weather and sea combination 
of fog and snow and Icebergs until ;,he 79th meridian of longitude 
was reached at 2200 o.  the 5th of February.  At this time course v/os set 
to the south in search of the ice pack and more favorable weather, A 
southerly ourse was maintained throughout the night of the 5th with in- 
creasingly hotter weather and seas,  A small concentration of bergs a-nd 
brash ice w- s encountered in Latitude 66 30 South and 79 00 West on 
the 5th of February, but no indications of the pack './ere in evidence. 
Speed was increased to 15 knots, and course wao continued south.  The 
continental shelf was crossed at 1730 ä on the 6th with the fathometer 
shallowing off rapidly from I'-OO fathoms co 250 fathoms. The oack was 
met at 1900 in Latitude 69 15 South and 77 West with a huge concentra- 
tion of berge lying in the direction of Charcot Island,  Course was set 
to the southwest to skirt the pack and was continued to 60 46 South and 
79 00 West.  This was the southernmost point reached by the PUTS ISLAMD 
throughout the cruise. 

The ship lay to north of the pack at 2200 to await improvement 
in the weather.  Continued snow squalls prevented flight operations on 
February 7th, but on the morning of the 8th, both PBM's were hoisted 
over for mapping flights to cut In the coast between Marguerite Bay and 
where napping had been discontinued to the east of Cape Dart.  However, 
weat .er over the continent vr £ unfavorable and both planes returned and 
were hoisted aboard in a snow squall after only two hour? in the air. 

The BEOVnJSON joined the PINE ISLAND during the midwatch of the 
9th bringing long awaited mail from the States.  Weather became favor- 
atli for flight quarters in the early morning and both planes were hoist- 
ed out and were airborne by 0330 Hoger. 
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The weather fteadily deteriorated throughout the afternoon and 
wOth planes were advised to return to the base.  The two planes Joined 
up over the continent and returned in company, reaching hase at 1620. 
Sn^w Boualla were forming in the area, the last plane getting down in 
rentricted visibility. Br>th planes were hoisted aboard without incident. 

On February 10th, Commander Task Group 68.3, Captain Bufek, 
shifted his flag to the BHOWNSON and the BROWKSON departed the area at 
1645 for Charcot Island where an attempt was te be made to put a land- 
ing party ashore. 

On Febru^ry 11th, orders were received to proceed to Marguerite 
Bay and course was set to the northeast.  A heavy concentration of 
growlers, drift ice, and bergs was encountered to the north in Latitude 
69 15 South through which the ship had to proceed with heavy eeas and 
wind "to contend with".  Course was continued to the northeast, and at 
0840 on February 12th, the northern coast of Alesander let Island was 
sighted, distant about 4*0 miles. Appearing much closer than it actual- 
ly war., the rugged and broken coast line of high onow-coverÄd peaks and 
mountain ra: ges stood out in bold relief above the fog layer near the 
base of the coast line.  This was the first land of the. Antarctic sight- 
ed by personnel of the ship (with the exception of the Aviators), and 
It provided an excellent view of the awe-inspiring white wastes of the 
Antarctic. 

At 2215  a gr.^ip of five small Islands were sighted in Latitude 
68 41 South and Longitude 72 13 West and from their appearance and po- 
sition they were believed to ve the Johansen Islands. The positions of 
these islands were accurately plotted by the Navigator as a celestial 
f'.x wns oLtained at the time of the sightings. 

Rendezvous with B?0 .TTSOII was effected early on February 13th, 
and both ships cruised north to the southwest of Adelaide Island, wait- 
ing for improvement in the wither conditions to enter Marguerite Ba,y. 
At midnight on February 13th, course was set toward the eastern tip 
of Alexander First Island and by 0800 the ice shelf was approached 
within 10 miles.  At this time course was changed to the east to enter 
Marguerite Bay. 

Prr-paratlons werp made to fuel the BRCWNSOK and course was set 
to the north whle carrying out the operatic .  In the process of trans- 
ferring Captain Dufek from the BPOVNSOIN to the PIK^ ISLAKT by m-ans of 
the breeches buoy, an unexpected surge of the ships caused the carrying 
line to »art as the Commodore rean":ed the center of the span. The Com- 
•nodore wa? catapulted literally into the icy water between the two ships. 
Without hesitation, the SOViKSOl' did a full left turn to port and in a 
superb exainple of shiphandling and seamanshi; , Captain Dufek was aboard 
the lifeboat of the BMOVßTSCK in the record breaking tine of seven minutes 
fror, the tine he was catapulted into the water.  Fortunately the Commodore 
suffered only a minor nead injury and for the second tine during the 
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SLAVA, and three killer "boate were sighted In Latitude 66 50 S and 
Longitude 15 30 W,  Identification was established by radio - no in- 
formation on ice or vreether was forthcoming. Three other ships were 
sighted about an hour afterw^rAe hut no identification was made.  The 
area seemed to ahound with whales as continuous sightings were made while 
passing through this area,. 

Heavy pack, brash, and drift ice were encountered in Latitude 
66 55 South and Longitude 09  39 West and was skirted northeastward to 
Latitude 66 32 South at which time course was set to 090, At 2100 
Zebra on February 27th, the ship passed through the intersection of the 
Zero Meridian and the Anta.rctic Circle and progress was made to the 
eastward,, Course was again changed to the southeast or the 28th and 
then south «o that by 2000 Zebra on the 28th, a position In Latitude 
6R 14 South and 07 27 East had been reached. Few bergs were encounter- 
ed in this areaf-and the eea was calm and glassy. At 2000 Zebra, 
course was changed to 210 degrees T, The pack was encountered on this 
course in Latitude 69 20 South and 03 00 Vest and was skirted to the 
West for a suitable operating arec. Weather continued to improve and 
shortly before noon, flight quarters were sounded. Both planes were 
hoisted out in the early afternoon with excellent operating ccnditions 
existing in the immediate area, but with unfavorable weather towards 
the Continent to the south.  The ship's position at this time was ap- 
proximately forty miles off the charted coast of Qneen Maud's Land, but 
no land was visible nor were any radar contacts made. Realistic il- 
lusions of mountain peaks were made by cloud formations but all indi ^ 
cations vere that at ler.st no large mountain ranges erlated within 100 
miles of the ship's position. 

The planes were unable to get over the Continent as a cloud 
layer starting at 500 fe^t fifty miles from the ship and rising to 
13,000 feet southward existed in the vicinity of the Continent. A 
•mall group of islands were reported with reservations by one of the 
planes in Lat. 70 005 S and Long. 02 36 S, but their existance is 
doubtful because of the existance of so many Irge bergs in the area 
which may well have been mistaken for island«. Failing to reach the 
continent, both planes scouted the Ice conditions to the east and 
west and then returned to base and were hoisted aboard. 

On March .0nd, another attempt was made to carry out flight 
operations, but rapidly developing snow squalls in the entire area 
brought about the cancellation of all preparations, and it was de- 
cided to move avay from the pack pjnd proceed northward. While skirt- 
ing the pack to the northward, virgin Ice was observed to be forming 
on the water'? surface, and at 1100 Z. March 3rd, the Commander Task 
Group 6B,3 ordered the group to cease operations, withdraw northward from 
the area, and when clear, to set  course for Sic de Janeiro. Brazil, at 
best sustained speed. 
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Departure from the Antarctic vr s taken at ORO^ Z March 4-th, at 
posit'on Lat. 62 37 S and Long. 07 15 W;a great circle course was set 
for Rio to arrive on 1100Z Maren 18th. Many bergs, one of which was 
two niles long, with several large concentrations were encountered to 
Lat. 51 30 S and scattered hergs to 50 30 S.  Ke-vy winds and seas 
were met et  Lat. 51 30 S during the night of March 7th, "but abated "by 
the afternoon of the 8th.  Continued further heavy weather was expect- 
ed through the "Forties", "but arrival in Rio wa? not ejected to be 
delayed. After six days of shore leave and liberty in Rio, course was 
to be set for the Canal Zone end then to the new hone port of the PINU 
ISLAND , San Diego, California. Arrival in San Diego would complete a 
cruise of 24,000 milee for the PIKE ISLAND with 98 continuous days at 
sea and 128 days total under way since departure on Operation HIG-HJUMP 
december 2, 1946. The eouator had been crossed twice on opposite side» 
South American Continent, the Antarctic circle crossed several times, 
the Greenwich Meridian transversed at the intersection of the Antarc- 
tic Curcle, Cape Horn had been rounded, and the South American con- 
tinent had heen circunmavlg ted, taking departure on the west side and 
returning again through the east. Starting out ninety percent land- 
lubbers, the ship ended th^ cruise with a well-eeasoned, ealty crew. 
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NABB4TIVS 

U.S.S, CiNISTBO (A099) 



CONFIDENTIAL 

I.  PREPARATION FOR OPERATION HIGHJUMP. 

The CANISTBO arrived Norfolk, Va., 21 October and at 0937 
üüored at Craney ^sland to discharge cargo. At 0955 Captain Kirten 
reported to ComServLant to obtain any ava'Iiabie pertinent infonnation 
concerning our availability in preparation for Operation HIOHJUMP. 
About 1530 Captain M.rten returned with information that zhe  ship 
Tfould moor outboard of the USS AMPHION (AR13) at pier J,  NOB, for 
avaiilability until 13 November, the date designated for our report- 
ing to CTF 68 at Norfolk« 

At 0910, 23 October, the ship moored port side to the USS 
AMPHION at pier 7, NOB, and preparation for fcrthcoming operation 
conmienced. Information from Service Force revealed that our crew 
complement -would be in accordance with post-war allowance and arr. 
angements were made to procure 100^ allowance. The Captain called 
a conferenc-? of all officers and discussed all available infonnation 
concerning Operation HIGHJUMP. We were informed that TF 68 would 
make a cruise to the Antarctic in search of scientific data during 
the short Antarctic summer. The Bureau of Standards would install 
cceanographic equipment for the study of the ocean bottom and sea 
water during the entire cruise. All instructions from CTF 68 were 
discussed and responsibility of each project assigned. Procurement 
of heavy winter clothing, renewing of salt water lines in engine 
spaces and lagging of exposed water lines were considered ship's 
priority number one. The installation of scientific equipment was 
established as Service Force and NavShpYd Norfolk responsibility, 
^he Supply Officer was instructed to obtain supplies for an eight 
month cruise. The repair force from the USS AMPHION commenced work 
on engine space piping. The electronics and ordnance forces started 
work on routine inspection and repair of our equipment. The fire- 
room was secured and cleaning of boilers commenced. Steam flushing 
and fire main water being furnished by the USS AMP!H0LT. 

At II4OO, 8 November, the Electronics Officer from NavShpYd, 
Norfolk, Captain Pryor, accompanied by lieutenant Commander Satter- 
field, Service Force Electronics Officer, came on board to inspect 
the spaces tentatively assigned for installation of ionospheric 
and oceanographic equipment. The space amidships was considered in- 
adequate for operation of oceanographic equipment and the space on 
tne superstructure deck, port side aft, was selected pending approval 
of Dr. Hough, The potato locker was selected for conversion to an 
operations room. The space on the main deck selected for ionospheric 
installations was considered too low for proper antenna construction. 
The hOm  clipping room on starboard side of the 02 deck amidships 
was designated for ionospheric installations pending approval of 
personnel from Bureau cf Standards. 
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enjoyed liberty until midnight. The Lago Oil Company sponsored a 
beach picnic, baseball game and dance especially for the ship. 

k  December at 0900 we departed Arvba and set course lor Crist- 
obal, Canal Zone. 

5 December arrived Cristobal Harbor at 0615 and proceeded to 
Pier 9, Cristobal, Discharged seven enlisted Navy passengers and 
.topped off with fresh and frozen provisions.  Fifty percent of the 
crew ware pemitted to go on liberty. Almost all hands bought the 
usual souvenirs and sampled the usual night life. 

6 December at 0555 cast off lines and prepared to transit the 
Panama Canal, ^he ship entered Gatum Locks at 0715 and completed 
passage through locks at 08ii5. Experienced almost continuous heavy 
rain showers on entire transit of canal. Arrived Pedro Miguel Locks 
at. 1210 and departed Miraflores Locks at lhl9»    We then proceeded and 
moored port side to Pelr #1, Naval Ammunition Depot, Balboa. 

On Sunday, 8 December the U.S.CG. icebreaker N0RTHWIND moored 
alongside to starboard. 

On Monday, 9 December Dr. Raymond Gilroore reported aboard for 
duty as a biological observer and collector. At 0900, the Commanding 
Officer attended a CTF 60 conference on board the flagship, USS MT 
OLYMPUS. This was the last meeting of all the commanding officers of 
the task force. (Comment by CTF 68? Only half the ships of the Task 
Force were present). 

All hands enjoyed port and starboard watch liberty during the 
four day lay-over, while final arrangements were being made for the 
long voyage ahead. Stores were topped off where necessary.  Fueling 
conferences were held with the other ships of the task force and all 
hands had their last taste of civilization ashore for a few months 
to come. Task Group departure was scheduled for 1000, 10 December, 
but a steering casualty delayed our departure until 1608 on 10 Dec- 
ember, when we departed Balboa. After dropping off the harbor pilot, 
we set course and steamed toward the Antarctic. 

II. ENROUTE ANTARCTIC. 

11 December ship entered Domain of Neptunus Rex. Davey Jones 
ca-ne on board in the evening and served summons to approximately 155 
uninitiated Pollywogs and gave notice of events to take place the 
following day. 

12 December at 0800,'his Royal Highness, King Neptune -and 
his Royal Party came aboard and conducted a solemn but 
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energetic ir.itiati n of all t'ollyv/c^s. 

13 Deceiaber through 16 December held numerous emergency and 
casucUty drills while pood weather continued.  Evening school ciasseb 
In Algebra, Psychoiocy, English, Auto Mechanics and Spanish were 
organized. The hob-jy craft prograni vas also set in motion with all 
hands, Laking an active interest in leather working- and model making. 
Traininp, of all personnel was accelerated with full advantage being 
tap.en of many excellent training films aboard. 

1? December iueled the USS PIN?- ISLAND and the USS BRO/rNSON 
in that order and exchanged movies and "traaed" various needed items. 
We acted as middlenan by obtaining stores and provisions from the 
PUCE ISLAND via a provision whip and later transferring the same to 
the BPJOWKSON via the same method while fuelinr her» Sent one enlisted 
man to the PINE ISLAND for dental treatment while the FINE ISLAND was 
alongside fueling. Transfer to and fror;, the PINE ISLAND accomplished 
by ireans of a breeches buoy.  Completed fueling at sea operation at 
lhl5»    ElWDod Method of fueling used quite successfully desoite in- 
experienced fueling crevrs on all ships» Resumed assigned station and 
re-set course for Antarctic rendezvous, 

21 December joined the USS MT, OLYläPüS and the USS SENNET to 
fuel them. Successfully fueled the MT. OLYMPUS in moderately heavy 
seas. Fueled tho SEN^iiT after considerable difficulty with jury rig 
for hauling in and securing hose on board the SENNET,  Considerable 
amount of the delay was attributed to the rough seas that were grow- 
ing worse rather than better. From mistakes that were made on board 
both the SENT.'ET and this vessel during the operation, a new plan was 
devised for any fueling of the SENNET in the future. This plan involv- 
ed utixizing the submarine's midsnips mooring cleats as fair leads, 
rather than their small and obviously too weak pipe davit.  Completed 
fueling operation at 17^3 and resumed south-southwesterly course. 

22 December through 2a December took advantage of generally 
good weather to continue reneral exterior maintenance and training 
program.  During past three weeks a detail of eight men had been 
lagging all steam and fresh water piping on weather deck. 

23 December all hands celebrated a merry but not white 
Christmas. Although in latitude öJ^ South, weather still mild with 
air and sea water temperatures averaging Ln>P, 

26 December rendezvoused wjth the USS MT. OLYLPUS and USS 
SENNET and formed column formation at 1110.  Encountered our first 
taste of Antarctic weather as heavy broken fogs set in, reducing 
visibility to as low as 2^0 yards.  Radar was relied upon to keep 
proper stations. All hands thrilled at sight of iceberg, first mat- 
erial indication that we were approaching the Antarctic Circle. 
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27 December at OU5Ü, the U.S.CG. NORTHWIND joined column 
formation. Encountered first touch of sub-freeaing weather irith 
fog and generally low visibility continuing throughout the day. 

28 December, due to continued fog with resulting poor visib- 
ility, interval between ships in formation was increased to 1000 yards, 
on suggestion of this vessel's Commanding Officer. This somewhat re- 
lieved the tension of watch Standers on the bridge, who for the past 
three days had been trying to keep station astern of the NORTHWIND, an 
apparently difficult vessel to control in anything but a calm sea« 
Sighted numerous icebergs, necessitating maneuvering formation to avoid 
them. At llltO amidst a virtual sea of icebergs, formation wormed its 
way across the Antarctic Circle. Visibility never better than 6000 
yards. Air and sea temperature hovered Just above freezing. 

29 December continued picking way through icebergs and even 
ncre numerous "growlers". Pog patches continued at times to cut down 
visibility. At 1000 sighted large ice field to port  and maneuvered 
to avoid same. At 1300 commenced fueling the USS.C.G. NORTHWIND. Suc- 
cessfully completed fueling at 1700. At 17li5 the U.S.S. SENNET came 
alongside to fuel. Oompleted fueling SSNNEC at 2150. The new fuel- 
ing rig planned and adopted after the first refueling was highly sat- 
isfactory. Supplied the SENNET with ice cream and freshly baked bre&d* 
At 2200 resumed station in column formation. 

30 December with visibility varying from 0 to 10 miles, Scott 
Island and Raggett's Pillar were sighted at 10U3«. Our formation rend- 
ezvoused with the USS IANCEY (AKA93) and the USS MERRICK (AKA97). Our 
ship broke formation at li430 and commenced fueling the YANCSY, followed 
by the MERRICK. Completed fueling operation at 1830 after making many 
course changes including a 180° turn with refueling vessels alongside 
to clear numerous icebergs. Movies and New Year's greetings were ex- 
changed. With a "Well done" from the Task Force Commander, took de- 
parture from Central Task Group and proceeded to Join Eastern Task 
Group in the vicinity of Peter I Island« 

31 December, with air temperatures remaining below freezing 
most of the day, visibility increased to the maximum. Continued steam- 
ing enroute to Peter I Island, and made preparations for ringing in 
the New Year. 

1 January 19Ü7 celebrated New Year's Day amidst heavy seas 
and strong southeast winds of 30 to 35 knots intensity that continued 
throughout the day. Air temperatures hovered around freezing.  Visib- 
ility continued excellent. Dr. Gilmore, the naturalist accompanying 
us prepared to take a whale census while we passed through the inter- 
nationally observed whale sanctuary to the eastward. 
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station early evening.  Hove to about 5 miles south of ice pack. 

11 January through 16 January was spent lying to on station 
j\i3t  clear of ice pack to our south. Often we were forced to get 
underway to remain clear of heavy ice pack. Received news of rescue 
of Mariner PBM ^1 crew on the morning of the 12th. All hands anxious- 
ly followed the running account of the rescue through the radio mess- 
ages intercepted from both the rescue plane and the PINE ISLAND. 
Very heavy ME winds sprung up on Tuesday, the liith, and continued 
through the next day, finally dying down on the 16th when the wind 
shifted to the Southwest. The monotony of lying to was broken up 
by several "excursions11 with #1 motor launch to the ice pack. A giant 
iceberg was "boarded", specimens of many species of birds were ob- 
tained and one seal was killed and brought back to the ship. Many 
pictures were taken and to all the men able to go on the trip this 
was a welcome break in the monotony of shipboard life, 

17 January, late in the evening, got underway to shift position 
100 miles to the westward and continued duty as weather station and 
eiLergency sea drome. 

lb January, after spending the night skirting a scattered ice- 
pack in a light fog, we arrived on station and resumed duties lying to. 

19 January got underway and prepared to fuel the USS BR0WN50N. 
Fueled the BROWNSGN, who rendezvoused with us, early in the morning. 
Ooniienced fueling operation at 1000 and completed at noon. Our last 
mail for home was transferred to the BR0WNS0N for further transfer to 
the USS PHILIPPINE SEA, the first available transportation to the Ü« 
S. After the BPOWNSON'a departure we resumed duty lying to on station. 

20 January through 22 January, continued lying to but were 
often forced to maneuver to stay clear of the ice pack. After ex- 
pecting to find close to 0° F. temperature in the Antarctic, all 
hands are still surprised at continued mild weather. The heavy wea- 
ther clothing that was issued has, to date, proved more than adequate. 

23 January, got underway to take newly assigned position 
relative to the ÜSS PINE ISLAND. 

2h  January - Arrived on station and hove to off ice pack to 
the south. Resumed duties as weather station and emergency sea drome. 

25 January, continued lying to clear of ice pack to our south. 

26 January, got underway in late afternoon to rendezvous with 
USS PINE ISLAND. Seas smooth but intennittent fog banks restricted 
visibility. 
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IBS PHILIPPINE SEA..  Spent entire morning refueling the BROHNSON 
alongside. Dr. D. F. Barnes, representative of Woodshole Institute, 
■was hove on board via breeches buoy to carry out hydro graphic re- 
search during remainder of HIGHJUMP Operation. We also transferred 
approximately 30 tons of supplies from  the BR0WNSÜN along *ith 38 
bags of mail from home.  The latter was afforded an eager welcome 
by ail hands. At about noon after completion of the fueling operation, 
the BROWNSON set course for rendeavous with the USS PINE ISLAND and 
we continued underway to regain and maintain station. 

8 February we continued lying to in calm seas -with excellent 
visibility. 

9 February through 11 Fabruary; got underway in the evening 
of the 9th to proceed to newly assigned position.  Intermittent 
snow and fog reduced visibility on the 10th and continued through 
the 11th. Considerable a«ijeuvering was necessary to avoid occasional 
icebergs. 

12 February through 13 February, continued steaming singly 
to our new position. We were forced to steam at reduced speed be- 
cause of ice conditions and poor visibility. 

Hi February, with improved visibility we continued steaming 
south toward Charcot Island. At 2000 hove to UO ail.es north of 
Charcot Island, amid scattered ice. 

15 February, received orders in the early morning and got 
underway to proceed to rendeavous with PINE ISLAND and BROWNSON on 
their way north around the Palmer Peninsula to the Weddell Sea« In 
the middle of the morning watch passed Mount Gaudrey Adelaide Island, 
visible 53 miles to starboard. Met up with the PINE ISLAND and 
BROWNSON in mid-afternoon and took station in line formation. 

16 February through 18 February, continuad steaming in company 
with the PINE ISLAND and BROWNSON in line formation. On the 17th, 
formation was changed to column because of poor visibility. 

19 February, in the early afternoon, took departure from the 
PINE ISLAND and the BROWNSON and proceeded independently. 

20 February, rendeavoused with the BROWNSON in the early 
morning and refueled her between 0900 and noon. After completion 
of fueling we continued on oourse and the BROWNSON returned to her 
station. We stopped in the afternoon to take oceanographic soundings<, 

21 February, rendeavoused with the PINE ISLAND in the early 
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Homtng and prepared to refuel her at lOOOo Completed refueling 
operation at 1300 and took station on the PINE ISULHDU port tjuartor. 
We continued in coiapany with the PINE ISLAND to the southeast of the 
Weddell Sea* 

22 February, in the early morning, we proceeded on orders to 
take station 50 »iles north of the PINE ISUND. After arriving on 
new station continued on course paralleling the PINE ISIAKB's« 

23 February, we continued on a southerly course to keep re- 
lative station on the PINE ISIAND* Much maneuvering was necessary 
to avoid small scattered icebergs, 

2h  February, proceeded to take new station 1.50 miles to the 
iwrtheast of the PINE ISLAND and act as weather station and emergency 
sea drome while PINE ISUÜ© awaited satisfactory flying conditions, 

25 February through 26 February, spent alternately lying to 
and steaming underway xo keep on station 150 miles northeast of PINE 

ISLAND* 

27 February, spent morning lying to« In the afternoon we got 
underway in an easterly direction to maintain position on the PINE 

ISLAND. 

28 February, steaming all day on easterly and then southerly 
courses to maintain position on PINE ISLAND. We stopped in the late 
evening for oceanographic soundings and then held "swing ship" to 
compensate compasses. 

1 March completed compensating compasses and headed west. 
Acting as a weather station. 

2 March, alternately lying to and steaming in position 150 
miles northeast of PINE ISIAND and acting as weather station and 
emergency sea drome* 

3 March, at 0020 commenced joining up with the PINE ISLAND 
and BROWNSON to take departure from Antarctic on way to Rio de 
Janeiro. Stopped in the evening for oceanagraphic soundings. 

III. ENROUTS RIO DE JANEIRO 

li March, steaming in line foroiation with PINE ISLAND abeam 
to port 50 miles and BHOWNSON abeam to port 100 miles on northeasterly 
course. Stopped in afternoon for oceanographic readings and while 
lying to we had a minor engine room breakdown when the fuel oil ser- 
vice pump cut out. 
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5 March, ateaning in line formation through area of numerous 
icebergs necessitating a great deal of maneuvering»  Held "airing ship" 
in afternoon to calibrate magnetometer, 

6 March, the USS BROWNSON left her station to join up with 
us for fueling and we sighted her at midnight.  She took up position 
on our port quarter at a distance of 1500 yards. 

7 March, numerous icebergs continue necessitating various 
course changes in northeasterly direction.  Commenced fueling BROWNSON 
in morning and completed transfer by noon at which time the BROWNSON 
departed to join PINE ISLAND« 

8 March through 13 March, steaming on northeasterly course 50 
miles on starboard beam of PINE ISIAND.  During this period we cleared 
all ice regions and concentrated on cleaning and painting the ship 
in preparation for our arrival in Rio de Janeiro, We stopped daily 
for oceanographic soundings, 

lii March, joined up with the PINE ISIAND and BROWNSON. We 
steamed in course formation with the PINE ISLAND leading, GANISTBO 
second and BROWNSON astern of us, 

15 March through 17 March, spent these three days steaming 
in column at night and lying to during the day to complete cleaning 
and painting in preparation for entering Rio de Janeiro harbor on 
18 March, We sighted land in the evening of the 17th, 50 miles dis- 

tant, 

18 March, got underway on the mid-watch and entered the har- 
bor in the morning while in column astern the PINE ISLAND with the 
BROWNSON astern of us. We were anchored and had the "in port" watch 
set by noon, 

19 March through 23 March, anchored in harbor of Rio de Janeiro, 
Braiil in company with TG 68.3 for purposes of liberty and recreation. 
Daily in port routine for foreign port carried out. While here we 
received orders to proceed to Ascension Island upon being detached 
from TG 63.3. 

2h  March, we got underway in the morning in column in order 
of PINE ISLAND, GANI3TE0 and BROWNSON and proceeded northeast along 
coast of Brazil the rest of the day, 

IV.  ENROUTE ASCENSION ISLAND 

25 March, made preparations for fueling early in the morning 
and at 08l8 the PINE ISLAND was alongside to port for fuel. We com- 
pleted fueling her shortly after noon and the BROWNSON came alongside 
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Imraediately after.    We completed fueling the BROWNSOK at 1U06 and 
■w^re immediately detached from TG 68.3 whereupon we departed on 
a oourae for Ascension Island. 
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PHASE I - PREPARATORY PERIOD 
(28 September 1VU6 to 2 December 1^6) 

The Ü.S.S. BROIWNSON was immobilized at Bath, Maine, due to 
the lacK of personnel, when InTormation was received on 20 September, 
19U6, 1'rom ComDesLant to the effect that we had been designated to 
participate in the HIGHJ'JMP project, and were to be in such material 
condition as to permit extencleci operations away from repair facilities 
by tiie tentative departure date of 1 December 19l|.6# A few essential 
repairs were accomplished with the aid of the Bath Iron Works, but 
only preliminary planning could be carried out until the ship was 
mobiliBad on 31 October, when intensive preparations were initiated 
which continued with unabated vigor until the time of our departure 
from the U. S. 

On 31 October we got underway from Bath for Portland, Maine, 
where we carried out two half-days of independent ship exercises in 
Casco Bay. After mooring alongside the tender SHSHANDOAH on 2 
Noveraber, change of command was effected.  The tender availability 
was utilized primarily to accomplish urgent repairs on all electronics 
equipment and secondarily to accomplish necessary hull or machinery 
repairs and to commence work on winterized lookout stations. The 
excellent and unlimited cooperation of SHENANDOAH personnel enabled 
us to bring all electronic equipment up to operating standards• 

Taking departure from CASCO BAY on 7 November for New London, 
Connecticut, we reported to ComSubLant on 8 November for operation 
with the Submarine Training Group and carried out two days of exer- 
cises with submarines before departing for Norfolk, Virginia on 13 
November. We arrived NOB, Norfolk on lU November. The following 
day we reputed to CTF 68 by dispatch and shifted to a berth at 
Norfolk Naval Shipyard, Portsmouth, Virginia where certain special 
installations were to be made for the operation. 

The period from 15 November to 1 December was designated as 
a preparatory period for Operation HIGHJUMP. It is significant to 
note that in this period of 18 days there were eight holidays for 
the civilian-manned shore establishment, leaving only 10 effective 
working days. Consequently, long hours of work on part of officers 
and crew were necessary which involved some confusion and loss of 
effort. Fortunately, however, the cooperation of Navy Yard personnel 
in making installations and repairs was excellent. Throughout this 
period we also drew stores from NSD, Norfolk - an operation which 
continued up to the very moment of our departure. 

The personnel situation at this time was extremely unstable 
and our complement quite unbalanced. Although at the time excess- 
ively over allowance in certain rates, acute shortages existed in 
others. Lack ot  suitable opportunity to carry cut required medical 
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excLTdnations further hampered crystalization or an organized crsv/ by 
keeping us in aoubt as LO who woulc be maKing the trip.  Large numbers 
of key personnel had been released due to iiupending discharges and even 
up until the last week personnel were still arriving on board for 
several days stay who were disqualified for the operation due to 
inpending discharges. This fact alone added greatly to the burden 
of making preparations. 

Preparations were further handicapped by inadequate or delayed 
dissemination of some information as to plans^ projects, and require- 
ments for the operation. Too limited distribution of information to 
activities concerned also hampered preparations» 

On Friday, 29 November, we fueled from a barge at the dock in 
the shipyard» Finally, at lJii3 Monday, 2 December, 19U6, we got under- 
way from our berth at the Norfolk Naval Shipyard and stood down the 
Elizabeth River enroute to rendezvous with other units of the task 
force outside the Virginia Capes; anchoring just long enough off 
Lamberts Point to receive a late delivery of 11 Mk 1U depth charges 
from an ammunition barge» Although it had often appeared that we 
might not be completely ready to participate in Operation HIGHJUMP, 
we passed through the Capes with the knowledge that we were adequately 
prepared and feeling that although minor deficiencies might come to 
light which y/ould embarrass us, they would not prevent us from the 
successful accomplishment of our mission. 

PHASE II - PASSAGE TO PANAMA 
(2 December, 1555 to 10 December, &U6) 

At 15UU Monday, 'd.  December, 19U6, we rendezvoused with other 
ships of the task force sailing from NORFOLK, and formed column in 
the following order: MOUNT OLYMPUS (AGO 3), PINE ISLAND (AV 12), 
BROWNSON (DD 868), and NORTHWIND (UG 282). A storm was reported off 
Cape Hatteras and the ship was rolling considerably when at 1Ö10 we 
experienced a steering engine casualty. A man on the steering engine 
room watch had knocked against a bus tie on the steering panel, there- 
by stopping the steering motor. Electricians corrected the difficulty 
and steering control was regained immediately. At 1ÖU3| loss of 
make-up feed suction due to an error in sounding by messenger made it 
advisable to reduce speed and shift to cold suction. The deficiency 
was soon corrected, however, and machinery was not endangered. Both 
casualties were attributed to inexperienced personnel. 

On Wednesday, U December, at 090? the duty boatswain's mate 
discovered smoke coning out of the hatch leading to the 'midships 
storeroom, Compt. B-201-A. Fire Quarters was sounded and a preliminary 
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investigation revealeö the compartment filled with smoke and intense 
heat, making it necessary to use salt water to keep bulkheads ad- 
jacent to fuel tanks cool. Thick smoke prevented the fire party, 
equipped with REA units, from determining the exact location of the 
fire until the compartment had been cooled and smoke partially with- 
drawn. The fire was then isolated to S»D, stores room 2-110-B-l« 
Sludge and foreign matter made it impracticable to use submersible 
pumps lor the removal of excess water so an educator connected to the 
fire main was rigged which functioned satisfactorily except for slight 
difficulty encountered in keeping the suction clear» After the fire 
was extinguished an attempt was made to salvage as much material as 
possible« I«laterial was washed with fresh water, dried thoroughly, and, 
inhere necessary, coated with preservative. The dry provisions were 
water soaked and unusable except those contained in vacuum packed cans» 
Subsequent examination revealed that the hydraulic line of the depth 
cnarge release mechanism had ruptured, contributing to the intense 
heat which made the fire difficult to extinguish. Damage to ships 
structure was negligible except for burned insulation on overhead 
cables» 

The NDRTHWIND, having had trouble keeping up with the group, 
left formation at 210U, Wednesday, U December, at 2207 we passed San 
Salvador Island light abeam to port, distance 10 miles. Shortly after 
0500, Thursday, 5 December, we steamed through Crooked Island Passage» 
At this point the PINE ISLAND left formation to proceed independently» 
During the morning we held drills with the air-sea rescue equipment 
ana about HUO we sighted Cuba as we started through the Windward Pass- 
age.  The next evening, Friday, 6 December, at 2133 the MOUNT OLYMPUS 
was forced to drop behind and head into the sea to perform an emergency 
appendectomy. Consequently, we received orders to proceed independently. 

We had used the period of passage to PANAMA to good advantage 
by completing organisation bills, assigning personnel to battle and 
emergency bill stations, conducting preliminary training and shifting 
men between divisions as necessary to round out the ship's organiza- 
tion. This turned out to be quite a job since 75^ of the officers and 
crew were relatively new aboaru the BRO'uVNSOM. 

At 070U, Saturday, 7 December, we sighted the Isthmus and at 
lul7 stopped in the vicinity of the PINE ISLAND just inside the break- 
water to pick up our pilot and LT. BAILEY, Representative of Naval 
Research Laboratory, assigned to CTG 60.3's staff» *Ve entered the 
Gatun Locks at 1055, where, at 1220, we received onboard Hi civilian 
members of the Federal Auditing Board for the Panama Canal Commission 
for whom arrangements had been made by the marine Supt. of the Canal 
to make the transit with us. KTe cleared the Llira Flores Locks at 
1636, completing our passage through the Canal. Shcr tly, thereafter, 
we moored to our berth at the Panama Railways Dock at Balooa, Canal 
Zone. 
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The follofwing three days were a hectic period of last minute 
preparations until we got underway early Tuesday morning, 10 December, 
for passage to the operating area» 

PHASE III - PASSAGE TO OPERATIONS AREA, 
(10 December l9U6 to ü5 December 19k^Y' 

At 065>5 Tuesday, ±0 December 19kt>s  we got underway from our 
berth at Balboa, Canal Zone, and stood out into the Gulf of Panama 
where we stopped for several houra to practice radar controlled sea- 
plane 3B ndinga with the Mariners from the PINE ISLAND, «hjLte the 
FINE ISIANB remained behind to hoist in and secure for sea, we re- 
Joined the other units of the force, forming coluam on the MOUNT 
OLIMPUS, NORTHWIND #2, BROWNSOK #3* SENNET #U and heading south. 
About 0500 the following morning the PINE ISLAND moved into her station 
astern of the SENNET until UÖ00, when the ships fanned cut to take 
station on individual parallel track route« to facilitate taking of 
hydrographic data.» Distance between ship« was UO-60 miles« 

MB our southerly course brought us deep into tropical waters, 
all hands were granted welcome permission to go over the side for a 
swim* For several days daring our two hour stops for oceaaographic 
soundings, with amed men and lifeguards on the torpedo deck and in 
the whaleboat to act as shark watch, we all enjoyed -chis privilege« 
Morale was also increased at this time by receipt of orders from CTF 
68 to rendesvous with the PHILIPPINE SEA in tiu> Ross Sea in late 
January« - This meant the receipt of maill 

On the llith and 16th we test fired 20 MU and UO MM mounts with- 
out casualty« 

December 17th, we received 82,780 gallons of fuel oil and 8 tons 
provisions from the CANISTEOa Our relatively green crew zme through 
with flying colors on this, the first fueling operation at sea« During 
this operation, Mr« Barnes, civilian oceanographar^ was transferred to 
the CANISTBO by breeches buoy to give instructions on taking of oceano- 
graphic data« Later the same day, at 20U5, the floor of the sea rose 
suddenly from 2000 fathoms to 265 fathoms in about 8 miles, depth of 
265 was recorded for 3 miles, then the bottom dropped rapidly to normal 
depth in about k miles« The rise was assumed to be an uncharted high 
spot and unofficially named the •Brownson Plateau* - location 25-03 S, 
97-U.W. 

At 1300 we came up on the starboard quarter of the PINE ISLAND 
to transfer a radar spars part. It soon became apparent that they 
wore planning to send us some provisions so we rigged the span line 

Annex I-(q) - 1; - 



CONFIDENTIAL 

to a pad-eye on mount #1« nalfway tiirough the operation, the tension 
on the line began to pull the pad-eye loose and the span line had to 
be cast off. Not desiring to delay any longer, it was decided to con- 
clude the operation at that point. 

On 21 December we received orders to make a slight change in 
station to enclose the most probable area of Swain's Island, Ground 
swells had increased in magnitude giving us a steady roll of 20 to 30 
degrees. Everything was lashed down securely as we approached the area 
in tfiich the CpOrder warned we might "expect to encounter some of the 
roughest weather in the world*. Constant presence of three or four 
albatrosses, however, calmed the fears of our superstitious shipmates» 
At 0710 we passed over an uncharted pinnacle at 600 fathoms, mean bot- 
tom at this position, U5-13S, 100-3U«5W, was 2000 fathoms; base extend- 
ed north-south for distance of 9»5 miles, 

It 21U5 on 23 December we passed the plotted position of Swain's 
Island in clear weather. No land v/as sighted or picked up by radar. 
Our fathometer track consistently showed uniform mean bottom; several 
cloud formations gave a strong impression of land masses« 

The day before Christmas found us well into the Antarctic region. 
At 0Ö00, as we approached the PINE ISLAND for fueling and provisioning, 
we sighted our first iceberg; from then on they became quite numerous» 
Transfer of 93>000 gallons fuel required 8 hours because of low de- 
livery rate of PINE ISLAND'S pumps (12,000 gal per hour), The CAKISTEO 
with her rate of l800 gal/minute had transferred approximately the 
same amount in IBSS than one hour. 

Vie  had now arrived in the operating area after a successful 
passage profitably employed in training and further shaking down. 

The Executive Officer and engineering officer had gone through 
the OpPlan, CTF 6d project manual, special letters from Bureaus to 
BROBNSON and special letters on operation HIGHJUMP to determine pro- 
jects specifically assigned to BRCPÄWSON plus those general projects 
which might be carried out, upon determination of the applicable pro- 
jects, a card index was set up in rtiich projects were outlined and 
reference material noted. Project responsibility was then assigned 
to specific officers and individual conferences were held with officers 
concerned to discuss and stress type of report desired. He  were now 
ready to begin our work. 

PHASE IV - FIRST PERIOD QF OPERATIONS 
(25 December 19h6  to 19 January 19U7) 

Early Christmas morning we sighted pack ice and spent the 
remainder of the day maneuvering to avoid it. The large ber^s« 
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appeared quite frequently now with bergy bits covering most of the 
area outside the pack« By 0800 w© had encountered several small floes 
on a b&se course of 2kS0T.    As the pack which we were parelleling on 
our starboard hand slowly developed before us we were forced to alter 
our course southward, watching all the time for an opening to slip 
through to the west. We made one unsuccessful try before sighting a 
lead at 0930 through which we managed to pass by stopping all engines 
and coasting to avoid d^Mglng the propellers« It was clear sailing 
on the base course for a while but by 1015 we sighted pack ice dead 
ahead, once more forcing us to bear southward* At 1130, finding our- 
selves working around to the southeast with fog closing in, we decided 
to back track in an attempt to round the northern edge of the field« 
By 1300 we had sighted an opening to the west which developed to be 
clear for about fifty miles before closing in once more. It soon 
became apparent that we had about reached the limit of our southward 
progress and that we miet be content to work back and forth slowly, 
waiting for the pack to break up and trying at the same time not to 
lose any ground* 

The fog cut our visibility down to  less than 2000 yards but the 
ice blink gave us an additional 500 yards or so which helped consider- 
ably* We maintained a rough chart of the ice pack en the DRT in the 
pilot house which gave a general picture of our progress and was help- 
ful to the oncoming watch in that it gave them a picture of the situa- 
tion. Injection temperature was about 31° which resulted in about a 
quarter-inch of ice on the intake. 

For three days we moved back and forth on numerous courses 
and speeds between latitudes 66-i^S and 66-5iiS and longitudes 107- 
U5W and 111-38«TW trying to continue southward to our assigned 
station - at 700S on the 110^ noridian. During this period we 
crossed the antarctic circle five times* At 0215 on the morning of 
the 26th our DRA went out of commission and remained so, with the 
exception of a two hour period 1000 until 1200* Since the sun never 
set it was impossible to fix our position by star sights and a con- 
stant overcast made it extremely difficult to take any sun sights. 
Consequently, for 18 hours we had little knowledge of our exact 
position. Shortly after 0200 on the 28th we started south once more 
and about 1100 we sighted our first seal on an ice floe close aboard 
to port* 

We pushed on southward until 2000 Saturday, 29 December, when 
we ran into close pack, heavy fog, and snow, forcing us to reverse 
our course and head back to clear water. Acting as an emergency aero- 
drome and weather station for the PINE ISLAND, then about 150 miles 
to the east of us, it was necessary for us to remain in an area 
sufficiently clear of growlers for a PBM to land. Sunday the over- 
cast lifted completely for the first time since before Christmasj 
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the unlimited ceiling and visibility contributed greatly to a rise in 
the spirit among all hands. To the Navigator it meant a chance to 
definitely fix our position with  both the sun and the moon visible 
for sights; to the Gunnery Officer it presented an opportunity to 
run a comple te horizon check with the main battery. 

When we received word from the PINE ISLAND Monday, 30 December, 
that flight operations had commenced, we started circling a large 
clear area (9 miles by 6 miles) bounded by four large icebergs. By 
approacning within $00 yards of several we were able to inspect them 
closely; two were particularly worthy of mention, one for its construc- 
tion, tue other for its size. The first had a large archway formed at 
one end with two large beautifully formed peaks 1ZS  feet high along- 
side. In the center was a small pool of deep blue water, the color 
undoubtedly resulting from a reflection of the blue glacial ice of 
which the berg was composed. The second, without doubt the largest 
aeen to date, was quite rectangular in shape which made it easy to 
compute its displacement. By measuring its dimensions with the help 
of a stadimeter, pelorus, and radar we found it to be 2300* X 900' 1 
lOU1 and conservatively estimated its displacement to be upward of 
20 million tons - in the vernacular of our crew - "many ice cubes"• 

Our pleasant state of affairs came to an abrupt end, however, 
upon receipt of word from the PINE ISLAND that PBM George 1 on flight 
#3 piloted by LT JG LE BLANC with Capt. CALDWELL, skipper of the PINE 
ISLAND, aboard was overdue and weather about the PINE ISLAND was. 
rapidly closing in, George 1 had taken off at OU28 Thursday morning 
with fuel for twenty-one hours on a ten hour flight to photograph and 
explore the Demas Mountains and coastline of Cape Dart to the south 
of the PINE ISLAND, Reporting every half-hour, his 3a at report had 
been received at 0606 at which time he was 10 miles from land with 
sufficient clear water below for a landing. Since that time nothing 
had been heard except unidentified fragments of voice transmission on 
channel Dog or Charlie at 1$25*    Meanwhile, a heavy fog had settled 
over the PINE ISLAND macing rescue flights impossible not only because 
of reduced visibility, but also because the fog was heavily laden with 
ice crystals which would quickly form ice on the leading edge of the 
wing of any plane brave enough to attempt to fly through it and force 
it to land. We radioed CTG 68,3 suggesting that a platform be 
constructed on our fantail to accomodate the helicopter, the help of 
which would, we believe, enable us to push through the ice pack to 
the Eights Peninsula, 

On 6 January we rendezvoused with the CANISTBO for fueling. 
With an unusually calm sea, it was decided to moor along side the 
CANISTEO to expedite transfer of fuel and materials. The operation 
was highly successful, A slight break in the weather allowed one 
plaie togst off from the PINE ISLAND which covered an area eleven 
thousand one hundred square miles centered approximately at last 
plotted position of missing plane with negative results. Zero ceiling 
over mountain tops prevented inland search. 
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The foIloTfring afternoon we rendezvoused with the PINE ISLAND 
and CANISTLO, bringing all units of TG 68,3 togetner for first time 
since the CANISTEO departed with the Central Group on 17 December 
for the Ross Sea entrance. CTG 68»3 requested the commanding officer 
to come on board PINE ISLAND at which time we received orders to get 
under way at ^000 and push southward through a lead plotted by air 
reconnaissance to take up station on line of bearing from PINE ISLAND 
to Cape Dart where we were to act aa weather and advanced communications 
station for the search planes. Just before getting under way. Doctor 
R. M. GILÜ0RE of the Department of Interior came on board from the 
CANISTEO to make the trip down into the pack with us for wild life 
research. 

We got under way at Ü000 and headed due south into the pack 
until the evening of the 9th when we reached the limit of our southern 
penetration at 6Ö-13S and headed west, speed about If knots because 
of ice coverage which varied from 50^ to #0%,    Trie next morning we 
sighted our first penguin, an ISnperor about U feet high. He not only 
appeared to be unconcerned with our presence but also put on quite a 
show for us - waddling around on his feet, skimming about on his belly, 
rolling and tumbling on the snow, and making a general fool of himself, 
much to the delight and amusement of all hands. That afternoon we 
test-fired the 5,• mounts, #2 and #3, firing four rounds per b?rrel at 
a large iceberg, range 1700 yards. The projectiles seemed to make 
very little visible impression on the ice. 

On 11 January it was 12 days since we had last heard from 
George 1. Several flights had started out but only one reached the 
search area, and even he was forced to turn back by bad weather after 
a short search» The weather that morning was greatly improved and 
George 2 took off at 0tU9»    At 1116 we intercepted the message 
"Mariner George 1 burnt wreckage and live men at 71-03S, 9ü-U7W,,. 
George 2 reported men were eight miles from water suitable for PBM 
landing. Meanwhile, George 3 was dispatched, arriving on the scene 
just as George 2 was forced to turn back for fuel.  We sighted George 
3 1U miles to the west of us at li;30 from our position 100 miles in 
the pack ice between the PINE ISLAND and Cape Dart. We established 
communications on the TDQ, wished them "God-speed", and retained 
contact until just before they arrived over the scene. 

While awaiting further developments on the rescue operation, we 
sighted a seal on an ice flow and shot it with a Springfield '03 
rifle» We brought it on board for Dr. Gilmore to inspect.  It was a 
Ross Seal which weighed 227 pounds and measured 5' 9" in length» 
Doctor Gilmore saved the skin, skull and flippers to take back with 
him and about UO pounds of seal meat which we later ate - very tasty. 
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George 3 landed at 1930 and sent two men ashore in a rubber 
life raft to aid the survivors -who were walking the eight miles to 
the shore line» Yfnile waiting to take the men on board, George 3 
found it necessary to taxi around quite frequently to prevent ohe 
formation of ice in the landing area. Around 0100 a heavy fcg closed 
in temporarily obscuring the activities ashore. We spent many anxious 
moments until the word finally came through that the fog had lifted, 
survivors loaded aboard, (0656) and George 3 was off the water (OÖüii) 
on her way back» At 09U0 George 3 passed within sight of us, landing 
at the PINE ISLAND at 10U3 - rescue operations comp]e ted 2k  hours 
after survivors were first sighted» It was with some disappointment 
that we learned that the survivors had not been able to receive any 
of the morale boosting messages sent out by CTG 6tU3# 

On 12 January we discovered a bulge along a seam 6' below the 
water line at frame #52 in 5" magazine A-U09-M where our beam approach- 
es its masdmum width. The hull plate was forced in one and one-half 
inches, horizontal axis 2», vertical axis If1. Additional damage 31 

forward of minor consequence (along same horizontal line)» Rivets 
were not damaged, no leaks were apparent, and a thorough examination 
revealed no other areas affected» Vertical frame members were bent 
but no shoring was deemed necessary at that time. Frequent inspections 
were planned to insure against leakage or rivet failure» 

The next ervening ire received a storm warning and immediately 
started to retire to the north until morning when we received an "all 
clear»1 and returned to a southwesterly course. We test-fired 9*  mount 
#1, kO  MM, and 20 MM during the day. That evening {Ik  January), we 
received orders to proceed northward clear of the ice to facilitate 
repairs to a progressive leak under the bonnet of the main steam 
guarding valve in our forward engine room. As we headed north, the 
wind, which had been steady at 20 knots for 36 hours, began to freshen, 
giving us considerable trouble in maneuvering to avoid ice floes before 
we finally cleared the pack shortly after 21^00» Work was immediately 
commenced on the guarding valve, being completed kh  hours later. When 
repairs were nearly completed, we received orders to rendezvous with 
PINL ISLAND for provisioning» Course was set for rendezvous which 
we reached about 1600, 1? January» 

Although we had planned to provision from the PINE ISLAND 
the evening of the 17th, fog conditions made it necessary to postpone 
the operation until the following morning» Consequently, at ü80ü on 
the 18th, with fog still present we commenced provisioning by boat. 
Upon completion of provisioning Just before noon, we brought five 
survivors of the wrecked PBM (Capt. Caldwell remained on the PINE 
ISLAND) aboard for transfer to the PHILIPPINE SEA. At 1158 we took 
departure from the PINE ISLAND for the CANISTBO from whom we fueled 
at 1000 the following day. During the operation. Dr. Gilmore returned 
to the  CANISTEO via breeches-buoy» By 1210 we had comple ted fueling 
and were on our way to Ross Sea. 
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During the passage to the operation area and the first period 
of operations we had given basic instruction on - all arnament, includ- 
ing test firingj tests to be run; general quarters stations; and 
emergency bills» We were now ready to commence the advanced phase of 
our operational training program - gunnery practices, full power runs, 
general perfection of emergency drills and battle practices. In addi- 
tion w© had also established an ESO program with classes for the 
completion of high school educations, mathematics, physics, psychology 
and life, and languages» 

PHASE V - PHILIPPINE SEA INTERLUDE 
(19 January 19U7 to 7 February 19U7) 

At 2210 on tha l?th of January we cast off all lines from the 
CANISTEO and set course for the rendezvous at 67S 17^W in accordance 
with CTG 66#3 1818092 directing BROWNSON to rendezvous with PHILIPP'V, 
SEA to transfer survivors and receive mail and stores for the Group» 
Under orders to scout the ice pack enroute, we skirted the pack until 
0600 the following morning when, having reached the southern limit of 
open water at 68-02S 115-35W, we set a great circle course for the 
rendezvous point«. We continued to make ice and weather repcr ts to 
CTF 68 and CTG 68*3 throughout the remainder of the five day trip, 
which was uneventful except for frequent periods of rough weather 
during which we made every effort to make the ship ride as easily as 
possible in view of the serious condition of Lt»(jg) LeBlanc. 

On 2li January at 150ü, we sighted the SENHET in column astern 
of the NORXfflUND, Reaching the rendezvous at 1706, we reported to 
CTG 68*U for duty and thereupon received orders to scout southward 
to determine the northern limits of the ice pack between 175^1 and 
165W in preparation for launching planes. At this time PHILIPPINE 
SEA was about eleven hours north of the rendezvous, beset by fog. 
We skirted the pack to 68-$3S where we encountered brash and drift 
ice heavy enough to impede carrier operations. Consequently, having 
requested and received penaission to return to rendezvous for transfer 
of Lt. (jg) LeBlanc to the PHILIPPINE SEA, at 1130 on the 25th we 
circled approximately 50 miles to the east to determine the eastern 
limit of our lead and then headed north. 

Saturday evening, 25 January, we sighted the PHILIPPINE SEA 
at 2315, and immediately made preparations for the transfer of 
personnel and stores. Taking station on the port quarter of the 
PHILIPPiNn, SEA at 2333, distance 75 feet, we transferred stores 
first to test our rig« Each time we icoved into a particularly favor- 
able position we sent a man over; first the able bodied survivors 
in a breeches buoy, then Lt, (jg) Kearns with a broken arm in a 
special steel chair, and finally Lt. (jg) LeBlanc in a stretcher. 
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Shortly thereafter the wind freshened and snow increased with a result- 
ant loss of visibility making it necessary to secui« the exercise at 
0230, 26 January, Several bags of mail had been transferred, however, 
so the majority of the officers and crew stood anxiously by while it 
was sorted, hoping for at lea.°* a Tew letters before turning in for a 
well earned rest# During the remainder of Sunday, 26 January, the 
Task Group steared on various courses in the area awaiting improved 
weather to complete tha  transfer of materials and flight operations. 

At 08l5 Monday, 2? January, we came alongside tne CACAPON for 
about 2 hours to jake  on 77*63^ gallons of diesel oil«. That afternoon 
at 125S we came alongside the PHILIPPINE SEA once again to resume the 
transfer of personnel and stores, which had been discontinued early 
Sunday morning* Knowing that we had approximately dO  tons (it later 
turned out to be about 30 tons) to transfer, we rigged two lines for- 
ward; one to the pad-eye on S* mount #2, one to a set of pad-eyes on 
the bridge, and a third line amidships. Two of the rigs were standard 
but the one to $n mount #2 was novel in that each end of the span line, 
which passed through a large block secured to a pad-eye on our mount, 
was tended by a steam winch, A large hook was then secured to the 
span line instead of to a free running trolley as is the usual practice* 
Hence as one winch took in on the span line, the other winch payed out, 
thus moving the hook from one ship to the other. Each time the ships 
rolled the line became taut and during the first attempt to transfer 
approximately a 1.5 ton load in a cargo net it pulled our bow danger- 
ously close before tne pad-eye failed, dropping the entire load into 
the 50' of swirling water between the two ships. The carrier personnel 
managed by quick action to haul the net aboard and salvage the largo. 
Nevertheless, we soon had the station in operation again by securing 
a 3/8f, cable to a deck stanchion, passing the cable up over the top 
of tne mount, and then attaching the span line to the cable with a 
quick releasing pelican hook. All three lines led to the forward hangar 
deck from which we received a steady flow of cargo for 2^ hours. A 
fairly heavy sea time and again doused the w0tt Division men amidships 
with icy salt water. 

Upon completion of transfer of cargo, 28 men were transferred - 
CANISTEO 1, PINE ISLAND 8, BR0WNS0N 19. While this was being accomplish- 
ed the CO. was called to the inter-ship phone and talked for several 
minutes to Admiral Byrd. The gist of the Admiral's remarks was some- 
what as follows - "I have been here in the background watching with 
considerable interest the progress of operations and have been pleased 
to follow the activities of the BR0WNS0N, You are doing a fine job - 
keep it up. Please inform your officers and men of my commendation for 
the good job they are doing.n The CO. wished Admiral Byrd and his 
companions good luck in the forthcoming flight operations to Little 
America. At the conclusion of the day's operations the CO« passed 
the Admiral's remarks to all hands over the P. A. system. 
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Although the actual transfer was completed at l5Ulj,   there still 
remained a large job to be done» Iranediately after supper several 
large working parties turned-to to sei t and re-stow all the cargo. 
We put a portion of the stores below, then lashed the remainder down 
topside. This proved to be unsatisfactory, however, so the next morning 
more working parties struck every possible crate below, filling every 
available spot. 

For the next two days we steamed around in formation waiting for 
the weather to clear. During the interlude we made one more ice recco 
trip, this time reaching 6'y-CjS where we encountered the NGRTHWIND from 
who« ,ve received two bags of mail which we delivered to the FHILIIrPINE 
SKA late Tuesday evening. At I'/dS  on z9 January we commenced prepara- 
tions for 30 knots; by 22ÜO we were on station 2000 yards astern of 
the PHILIPPINE SEA making 32 knots. At 22m the first plane took-off 
in a cloud of smoke caused by the JATO units. The second plane took- 
off I? minutes later. As these two circled us before heading south- 
ward, we gradually slowed down with orders to stand-by to launch the 
other four planes upon the safe arrival of the first two at Little 
America. The last four were finally launched at about 15 minute 
intervals commencing at 0633| 30 January 19U7. 

At 1252 on the jOth we took station Ö00 yards astern of the 
PHILIPPINE SfcA and CACAPON to act as safety ship during their transfer 
of supplies and p«ilonnel. At 1U06 the PHILIPPINE SEA informed the 
Task Group - "Fcr /our  information we have received word that all planes 
have landed safely on Little America* Congratulations on your very 
able assistance,, - to which we replied - "Thank you. Congratulations 
on th«- successful accomplishment of your mission. It was a pleasure 
to participate in this unique operation»" At 1637 we received the 
following TBS transmission from CTG 68»U - "Temporary duty completed• 
Carry out basic orders. Official orders will follow. Give Captain 
Caldwell our regards and best wishes for his recovery, Well done/' 
Accordingly, we set course to rejoin TG 63*3. 

Bad weather limited us to 8 knots for the first few hours 
after our departure from TG 68.lu About 2000 on Thursday, 30 January 
improving weather conditions permitted an increase of speed and re- 
sumption of ice pack scouting. On 2 February at 1058, upon receipt 
of CTG 0218282, we discontinued ice scouting and stood to northeast 
to clear pack and continue eastward in area north of pack limits. 

Except for occasional periods of poor weather the trip was 
uneventful until 071ii, 7 February, when we sighted CANISTEO hull- 
down on the horizon. As «B rejoined the Eastern Group, we made 
preparations for fueling and the transfer of supplies - it was good 
to see an old friend again. 
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PliASL VI - TASK GROUP FUGSlilP 
(7 February 1917 to 19 February 19U7) 

At 0833, Friday, 7 February, we started our approach on the 
CANISTEO« As we slovrly moved alongside we gradually discerned familiar 
faces and at 0913 the first line went across to begin once again an 
operation which had by this time become almost second nature to us. 
In the arms of one of the CANISTEO's officers we spied with envy a 
small Adelie penguin. One hour after the commencement of fueling and 
provisioning at 09J3, having considerable difficulty maintaining 
proper distance with a quartering sea and wind, we opened distance 
too far when the wind suddenly freshened, breaking the fuel hose and 
spraying oil over our starboard side. While passing over the fuel 
hose we transferred «£r« Barnes, civilian oceanographer, and one chief 
petty officer to the CANISTEO for duty. By 1131; the second hose was 
connected enabling us to complete the operation at 1235 having received 
on board 111,756 gallons of fuel oil. 

Upon talcing departure from the CANI3TE0 we steamed on a south- 
easterly course for 3 hours until, at 1600, we encountered the pack 
which forced us to change course to northeast, north, and finally north- 
west before we eventually rounded its northern tip at 2217« 

At 0200, Saturday, 8 February, we headed southeast until just 
before noon when we stopped for about an hour at CTG's direction to 
act as weather station. Upon getting underway at 1215 we stood to the 
eastward until at IhOO we turned south on the flaal leg of our trip 
to rejoin the PIKL ISLAND« During this period we received word that 
George 2 and 3 were airborne but prior to their departure on coastal 
mapping flights bad weather developed, forcing them to return, George 
2, however, completed a short flight to Charcot Island - a flight which 
was to have greater significance for the BROWNSON at a later date, 

Sunday, 9 February, we sighted the FINK ISLAND at 0128 and hove 
to at 69-59»33 73—3UW to await daylight to commence transfer of supplies. 
Lying to in the lee of the pack at the southern tip of a large lead, we 
were completely surrounded by 30 to 100 icebergs, some in the open 
water but the greater number embedded in the heavy pack ice which lay 
on three sides of us. It was interesting to watch the water on our 
lee side as it slowly began to freeze. Numerous spots of calm water 
which were freezing were also visible. For the first time in many 
weeks the sky was clear with beautiful cloud formations providing a 
splendid backdrop for the impressive array of icebergs. 

The PI:IL ISLAND had launched two flights by 0825 on Sunday 
when we commenced the transfer of supplies ana personnel« A steady 
north wind made it necessary to maneuver quite frequently, thereby 
delaying operations,  with 23 tons of material to be discharged and 
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20 tons of supplies to be received we had rigged two receiving stations 
to port and three discharging stations to starboard. At 11^0 opera- 
tions were discontinued due to the impending return of one plane 
because of bad weather over the continent. At 11^8, however^ the 
plane was ordered to make a local flight so we resumed work until 
II4I2 when both planes returned. A'e moved into the lee of an iceberg 
while they were hoisted aboard the PINE ISLAND, then resumed opera- 
tions for the second time at llk59    By this time our clear weather 
had disappeared, being replaced by a rather heavy snow squall. Conse- 
quently, it was with no regret that we completed the transfer at 13U6 
and hove-to to await further orders from CTü 68.3• 

During one of the flights it had been observed that it would 
be possible to proceed by ship to the northern coast of CHARCOT 
ISLAND, where it was hoped a small boat landing could be affected. 
That evening CTG 68.3 requested approval from CTF 68 to take the 
BROHNSON and attempt a landing in CHARCOT. The approval was received 
at 0OU9 Llonday, 10 February, and by 0802 the coamianding officer was 
on his way to the PIKE ISLAND for a conference. The Captain returned 
at 11^2 and shortly thereafter additional materials for the proposed 
landing operation, including sleds, skis, sleeping hags, flags, 
special clothing, and an extra motor whaleboat and portable fatho- 
meter arrived from the PINE ISLAND. We put our boat in the skids 
and hoisted the extra boat on our falls» At 1330 CTG 68»3, Captain 
G. J. DUFKK and four members of his staff came aboard, breaking his 
flag. By 15Ul we were underway fa- CHARCOT ISLAND, 55 miles to the 
east. 

CHARCOT ISLAND was sighted bearing 120°, 35 miles, at 1800 
that evening« At 2100 and 2200 we put motor whaleboats #2 and #1 
respectively over the side. At 2135, the landing party composed of 
the Conanodore,. the CO., Lt. (jg) '«Varfield and CPHOU Ryan, plus the 
boat's crew of Mountz, BMl, Wiley, SI, and Finstein, Mi£L, shoved off 
to attempt a landing. Soon after leaving the ship it was found that 
the portable fathometer was inoperative, so some few minutes were lost 
when they stopped to unrig it. Progress in the boat was very slow, 
their path being impeded by ice floes of various sizes. On approach- 
ing to vithin about 500 yards of the shore line they encountered 
shifting loose pack, compacted by the wind and sea, composed of floes 
of such sizes that it was seen they could not reach the shore. wSo, 
reluctantly the party returned to the ship. tfÄB ^2 was hoisted 
aboard almost immediately (2225) and MWB #1 was hoisted aboard at 22U5« 
Consequently, at 2310 we hove-to for the night with intentions of 
making another attempt the following morning. 

After lying-to all night in heavy fog and Trequent snow squalls, 
awaiting better weather which never came, at 0830, Tuesday, 11 Febraary, 
we got underway to investigate CHARCOT1s northern coast, seeking an 
area suitable for stnall boat landings. Since the off shore area was 
jammed with pack ice and bergs which barred all access to the northern 
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const., a return trip was made  to the southwest, still seeking a shelter- 
ed area in the lee of the island, Kncountering solid shelf ice at 1U50 
at 69-U7S, 75-53" we retraced ourprevious course to northeast where 
course was set for ROTHSCHILD ISLAND and ALhXAKuui 1  ISLAND, intend- 
ing to return to CHARCCT when the wind had shifted. This intention, 
however, was never realized, 

'.Vednesday morning, 12 February, we investigated the area north- 
west of ROTHSCHILD ISLAND and ALBXÄNDER I ISLAND just off the HAVRE 
MOUNTAINS. It appeared that instead of being an island, ROTHSCHILD'S 
is actually a peninsula extending out to trie westward from ALEXANDER I 
ISLAND* During the day we followed the coastline of ALhJu^'DKR I around 
to the northward, doubling back and forth frequently to permit staff 
personnel to photograph coastline while we plotted it using bearings, 
ranges and heights obtained with the Ivlk 37-53 Director. Several times 
we attempted to maneuver into favorable position for a small boat 
landing cut each time the attempt was thwarted by heavy swells, de- 
creasing visibility, and for increasing winds, Larly in the afternoon 
as we rounded the northwest extremity of ALEXANDER I we sighted the 
JOHANSEN ISLANDS at iUOC, bearing }h0o,  5 miles, located at 68-53S, 
7B-39W. At 1300 we sighted an uncharted rock bearing 003°, 10 miles, 
located at 68-52S, 72-21W. A second uncharted, rock bearing 010°, 16 
miles, was sighted at 1ÖU5> location 68-27S, 7i-52W. A final unchart- 
ed rock was signted at iÖu7>bearing 060°, 6 miles, location 68-39S, 
7i-U7SL 

Steaming slowly in uncharted waters likely to be dotted with 
shoals and reefs, we kept the fathometer in operation continuously 
with the operator sending depths to the bridge every 30 seconds. At 
23iiO prudence dictated we back full on both engines as the depth 
dropped below 15 fathoms. Distance and size were difficult to estimate 
in this region. Our course lay within Ö to 10 miles of the shoreline 
but the distance never appeared to be more than J or U miles. Rocks 
on the shore line juoged to be 150' high proved to be 050* high. Peaks 
and ranges which appeared to be just back from the shoreline invariably 
turned out to be 20 or 30 miles away. Bare rock was visible, but the 
ma.jority of the peaks were covered with snow and ice. 

Early Thursday morning, 13 February a storm began to blow up 
so we headed on a northerly course to ride it out at about 5 knots. 
Wind and seas increased throughout the day giving us rolls as great 
as U00 at times. To keep the wind and seas about 2 points on the 
starboard bow for optimum riding conditions we found it advisable to 
Keep a 25 turn differential on our screws i,e, port engine making 
i?0 revolutions and starboard engine making 25. By 2200 the wind began 
to slacken and weather repcr ts indicated that we could hope for better 
weather. Consequently, we changed course to 160° for the entrance to 
k'arguerite Bay, 
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At the entrance to Marguerite hay Friday morning, Ui February, 
with weather conditions unsuitable for flying CTG decided to refuel us 
while we were still in ice-i'ree water and at ilU2 we commenced our 
approach on the PINE ISLAND. 

Fueling and transfer of supplies was commenced at 1216# In 
the meantime the Commodore had decided to go over to the PINE ISLAND 
for a conference with Captain Caldwell during the operation, tie 
rigged for the exercise in our usual manner by securing a 3/^" wire 
cable to a chock on the port side of the foc's'le and passing it up 
over 5" mount #2 where its fore arid aft movement v/as checked by 
leading it through a shackle secured to a pad-eye. To this wire strap 
we shackled a quick releasing pelican hook which was to take the PINE 
ISLAND'S provisioning span line» After testing the rig first with 
several loads of supplies, Captain G, J« DUFSK, CTG 68.3, had been 
started across when a large swell caused both ships to roll in opposi- 
tion making the span line dangerously taut and causing Captain DUFEK 
to strike the left side of his head on an overhead structural member 
of the trolley. As the ships rolled toward each other the PINE ISLAKD 
took up the slack with a steam winch to prevent the TGG from getting 
wet« Again the ships rolled out of phase parting the span line at 
1227 with a snap like the shot of a gun and dropping Captain DUFEK 
from a height of approximately 25' into the water at a point about 
midway between the two shins» He came to the surface once still 
strapped in the special steel chair that had been used, than dis- 
appeared from sight. A few seconds ]a ter, however, he reappeared, free 
of the chair with his life jacket inflated, and floating rapidly aft. 
The men in the fueling party acted so qiickly in casting off their lines 
that the open end of the fueling hose, still sporting oilf landed in the 
water close to the Commodore as he floated by. 

By this time we were already angling away from the PINE ISLAND, 
coming around to make a recovery. The shafts had revved up to 250 
turns (about 23 knots) before the order was given, nall engines back 
full." We came to a stop 30 yards from the Commodore and it was 
only a matter of miautes until he was hoisted into the whaleboat at 
1235» At 1238 Captain DUrEK was brought on board the ship; rescue 
operations comple ted 11 miautas after the span line had parted. From 
Captain Caldwell we received, "That was the best piece of work i have 
ever seen.11 Under the ministrations of the Medical Department, and 
thanks to his rugged condition, the Commodores' recovery was rapid. 

At 1310 we resumea fueling ana compietea the operation at 1302, 
having taken on board 50,970 gallons of fuel oil. We then fell in 
astern of the PINE ISLAND and at 2238 pursuant to CTG 66.3's 150338^ 
we set course to round the PAu'.EP. rLMIuSULA for operations in the 
weddell 3ea.  .('eather reports had indicated that we were in for a 
spell of bad weather with no possibility of flight operations for at 
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least four days.  In view of this it had been decided to forego the 
Marguerite Bay operation and start immediately for the W'eddell Sea. 
At 2iiü0 we moved out to our assigned station 10,000 yaras on the 
starboard beam of the PINE ISLAND. 

Between 0130 and 0700 Saturday, IS  February, the barometer 
dropped »UZ inches to 20,20. Iflfind and seas increased throughout the 
day. At I5a5 we reached the rendezvous where the CANISTEO joined us, 
taking her station 10,000 yards on the port beam of the PINE ISLAND« 
As the storm increased we regretted the fact that, steaming in formation, 
we could no longer slow to our best riding speed.  Throughout the night 
we were taking solid water up to mount ^1 with spray over the bridge, 
which thoroughly drenched the watch» The after lookouts also fared 
badly with spray running over the gan  deck aft of #2 stack. For all 
practical purposes, our fan-tail was awash; all hands were cautioned 
to use the inside passageway. 

In accordance with the oceanographer's suggestion, fathometer 
tapes were marked every 15 minutes with zebra time correct to the 
nearest five seconds, latitude, longitude and range and bearing of 
other ships. 

Sunday the storm abated and Monday, 1? February, at 2000 we 
passed UOO miles due south of Gape Horn in calm seas. Tuesday morning, 
18 February, dawned clear and bright so the Coramodore decided to return 
to the PINE ISLAND; this time, however, by boat. Accordingly, at 152? 
CTG 63.3 shifted his flag and staff to the PINE ISLAND. 

At 2000 that night the wind freshened with gusts up to 3$ knots. 
Shortly thereafter we sighted the largest iceberg of the trip - 6^ 
miles long. By Tuesday morning. Id February, we were hitting 35° and 

37° rolls quite frequently; at 0800 we rolled k?0»    Waves breaking over 
our starboard side constantly caused considerable concern regarding the 
U drums of aviation gasoline lashed amidships. One stanchion had 
already carried away when the weather moderated sufficiently to repair 
the damage and relash the drums. At 2200 we established radar contact 
on the SOUTH ORKNEY ISLANDS bearing 136°, 73 miles and checked our 
position for about two hours by this means until they dropped out of 
range behind us. 

Finally on Wednesday, 19 February, gradually we turned south- 
ward into the Weddell Sea to commence the final period of our operations. 

PHASE VII - IN THE TO3DELL SEA 
{19  February 19U7 to 3 March 5557) 

After almost a week of heavy seas, the weather had moderated 
sufficiently by the morning of 20 February to allow us to go along- 
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side the CANISTEO for fueling. Consequently, at 0930 we commenced our 
approach. Fortunately, we had very few supplies to transfer because 
the spray running over the foc's'le froze quickly, sheathing both the 
forward part of the ship and the men working there in a coat of ice. A 
coTering of slushy ice made the hauling lines difficult to handle and 
the continuous roll of the ship made footing insecure on the icy deck. 
Having received on board 5U,^Uö gallons of fuel oil, we completed the 
operation at 1116 and at 1355 set course for our station at 65S, 36*Y. 
Late in the afternoon another storm blew up during which we hit the 
heaviest roll of the trip, 50°, Heavy seas and high winds continued 
throughout the night,, leaving the entire forward part of the ship thinly 
coated with ice* During darkness we slowed to steerageway using a 35 
turn differential on our screws to keep the seas on our bow. 

By Friday, '^1 February, the state of the sea had returned to 
normal but we now found ourselves faced with a new problem. The length 
of darkness was increasing each night. Viith a constant overcast which 
made the nights pitch black and a steady, cold, biting south wind, it 
became necessary to shorten the topside watches to two hours, with the 
exposed lookouts being relieved every twenty minutes. The inability to 
distinguish icebergs and growlers made it necessary to slow to steerage- 
way each night and head north while awaiting daylight. Vie sighted the 
northern limits of loose pack at 12U7 and commenced ice recco to the 
east, remaining well clear of Lhe pack. Throughout the afternoon we 
conducted gunnery exercises, withdrawing to the northeast that night 
during darkness. 

«fith the first light the next morning, 22 February, we resumed 
our southing. For the next six days we continued scouting the pack 
and firing gunnery exercises, gradually working our way southeastward 
toward the Greenwich Meridian but retiring to the northward away from 
the ice each night upon the approach of darkness. During this period, 
on Monday, 2U February, the task group was ordered to take formation 
in the shape of a triangle with the PINE ISULND at the southern vertex, 
CANISTEO 100 miles to the northeast, and BRO.TNSON 1^0 miles to the 
northwest. In this formation we continued to the southeast in search 
of a suitable area for launching aircraft but bad weather plagued us 
constantly. Everyone was primed to leave the area and head north for 
Rio but the FlW-i  ISLAXU was hoping to get off at least one good flight 
before we concluded operations. 

Finally, on Wednesday, 26 February, the weather was CAVU for 
the first tijne in mafiy weeks and Thursday morning at 0703 we received 
word that the PINE ISLAND had commenced launching aircraft. Weather 
and sea conditions deteriorated, however, and flight operations were 
cancelled. We were ordered to take station 100 miles west of the 
PIME ISIAND and at 1200, Friday, 20 February, we crossed the Greenwich 
Meridian at the Antarctic Circle. 
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Two flights were launched Saturday, 1 ilarch, but bad weather 
over the continent forced each to return. Accordingly, we were again 
ordered southwest for ice recco and weather reporting. During the 
afternoon and evening we encountered numerous scattered fingers of 
growlers which gradually forced us to change course to the left until 
we were heading southward when darkness made it necessary to discontinue 
scouting. At daylight, Sunday, 2 March, we resumed o^r reconnaissance, 
ffe changed course to the eastward at 03.36 when the pacK prevented 
further southern progress, and comnienced skirting the pack. Our 
southernmost point (6Ö-U0S, 0i~l8W) was reached at OI43O when course was 
again changed to northeast. At 0530 it appeared that, except for 
occasional fingers, the main edge of the pack extended on a line from 
our position to the PIUE ISLAND'S position 100 miles to the east and 
south where she was lying to in preparation for flight operations. 
Accordingly, at 0530 we retraced our course to the westward. Ice 
conditions indicated that close pack could be expected 5 miles south 
of our course. At 0800 we came around to a northwesterly course and 
about 1000 found a bay 10 miles long and 5 miles wide suitable for 
aircarft operation, which we reported to CTG 68*3• 

Throughout the morning we encountered considerable pancake ice 
varying from filmlike ice to an extensive coverage of pancakes« At 
lOiiO, with pancake coverage increasing rapidly, we changed to a north- 
erly course to clear the ice area« This was accomplished at 12U5* 

Heading west again at lUOO, we immediately encountered a film- 
like coverage of from 50^ to 00^. As we proceeded westward the crystals 
of the filmlike ice gathered together to form the small circular pan- 
cakes. Gradually these small units collected to form large pancakes 
up to 6 feet In diameter with the area between cakes covered with a 
light slush. At liiii.5 with 100^ coverage we changed course to NW, 
gradually veering around to north and increasing speed to 17 knots to 
clear the area as expeditiously as possible. The increase in speed 
at this time was permitted by the fact that the area was notably free 
from growlers or other old ice, the entire coverage being composed of 
new ice in the state of formation. Between liiOO and 1600 the tempera- 
ture had dropped U0 and we had no desire to risk being caught in the 
ice at that late date. 

The composition of the ice and the speed at which it was fcrming 
indicated that two more days with temperatures below 25° F would 
probably find the area entirely iced in. Although little ice blink 
was visible because of clear weather and small cloud coverage, that 
which was present indicated that the main edge of the pack lay to the 
westward. An increasing number of growlers and brash added further 
weight to this assumption. 
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At V6Z0  we cleared the pack but continued nor toward to insure 
that we were definitely clear of the ice, since by then, with southerly 
winds from the continent, the temperature was still dropping <?.nd we 
could practically see the ice forming before our eyes. We were all 
mighty thankful when the ice was definitely behind us for had dark- 
ness overtaken us we would have been forced to reduce speed to about 
5 knots. Even that speed might have been dangerous because the 
icebergs and growlers which were hard enough to see when silhouetted 
against the black water at night would have been doubly hard to discern 
against the background of newly formed ice« 

We were still steaming north at 2255 wbea CTG 68»3 advised CTF 
68 that because of unfavorable conditions he had decided reluctantly 
to discontinue operations. Shortly thereafter, at 2318, CTG 60»3 
ordered TG 68*3 to discontinue present operations and set course for 
Rio de Janeiro, Brazil, at 12 knots with BROWNSON !>0 miles on port 
beam and CANlSTiX) <0 miles on starboard beam of PINE ISLAND. Later, 
at 0930, we received from the Task Group Commander, "Upon conclusion 
of operations in the Antarctic I am proud to say to every officer and 
man in this group 'well done!.1* 

PHASE VIII - ROLLING DOWN TO RIO 
TOärch 19U7 to zh MarcE 19Ü?) 

For two oays after receiving orders to discontinue operations, 
we steamed steadily northward* During the first day we maintainad 
station SO miles on the port beam of the PINE ISLAND, but at 17U3 
Tuesday, k March, in anticipation of fueling and provisioning, our 
station was chajiged to Z$  miles on the starboard beam of the PINE 
ISLAND and we immediately set course to comply with that order« At 
0ÖU7 on Thursday, 6 March, we changed course to rendezvous with the 
CANISTEO who was maintaining station 50 miles on the starboard beam 
of the PIKE ISLAND. Neither ship, however, had been able to fix its 
position for 3 or i; days, and consequently, we found nothing but 
empty ocean upon reaching what we believed to be the rendezvous» 
During the forenoon we steamed back and forth over the area trying 
to compensate for various errors of navigation, both our own and 
CANISTEO's,with negative results. It now seemed quite paradoxical 
that, after experiencing little difficulty in rendezvousing through- 
out the entire operation, we should miss completely ^ien out in the 
wide open spaces. Since neither ship had RDF equipment, we constructted 
a Jury rig consisting of about 2^ turns of small wire wound lengthwise 
around a cardboard box. This unit was mounted on a small boom connects 
ed to a galvanometer, and trained manually while Mü's were being sent 
out from the CANISTEO. Meanwhile, the CANISTEO had evolved a similar 
rig and was enabled to give us a course to steer. By means of this 
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makeshift RDF unit we obtained an approximate bearing on the CANISTEO, 
which confirmed her date. With this information we changed course to 
head in her direction. That night, with unlimited visibility and a 
ceiling approaching ^000 feet, we arranged for each ship to train 
its searchlight for a period of 5 minutes every half hour. On the 
second attempt at 2130 we sighted the reflection of the CAKISTEO's 
light on the clouds slightly off our starboard bow. Shortly there- 
after we picked her up on the radar« 

At 07U2, Friday, 7 March, we arrived, on station 1000 yards 
astern of the CÄNISTEO and at 0818 commenced our approach. Fueling 
was commenced at 0903 and completed at 1152• Having received on 
board 122,033 gallons of fuel oil, we cast off all lines at 1205 and 
set course to rendezvous with the PINE ISLAND» 

Shortly after rendezvousing with the PINE ISLAND at 1730, we 
received a storm advisory and took station to ride it out. During 
the night we had gusts up to 62 knots and swells up to kl1  high, probably 
the worst weather of the operation to date. By Sunday morning, 9 
March, the storm had abated but the seas were still too high for 
provisioning« Consequently we took station 5 miles on the port- 
quarter of the PINE ISLAND tc await calmer seas. Early Monday raorning, 
10 March, we moved into position to commence our approach. It was 
decided, however, to delay the operation another day since we were 
still rolling quite heavily. 

By this time we were about U0oS with the weather becoming very 
pleasant. The unusual sight of the sun and blue skies for days at a 
time resulted in a marked rise in morale among all hands. At 0827 
Tuesday, 11 March, we commenced our approach on the FINE ISLAND and, 
at 0910, began receiving supplies, tfe cast off all lines at 1120 and 
set course for our station 50 miles on the port beam of the PINE ISLAND, 
test firing the 20 MM enroute. 

The next two days were uneventful until 2206, Thursday, 13 
March, when we changed course to rendezvous with the PINE ISLAND for 
fueling. This was desired in order to lighten her for propeller repairs» 
From our station 1000 yards astern, we comi-enced our approach on the 
PINE ISLAND at 085Ö, Friday, lU March, We completed the operation at 
1325, having received on board 63,982 gallons of fuel oil. The CANISTEO 
having joined us earlier in the morning, all three ships hove-to at 
lii20 and commenced cleaning ship's sides. While we were thus engaged, 
the Group Commander called a conference of Commanding Officers on board 
the flagship and advantage was taken of this trip to return the PINE 
ISLAND'S motorwhaleboat to her. At 1750 we resumed base course and 
speed, 

Saturday, 15 March, the task group lay-to from 0800 to 17U0 to 
continue cleaning. Sunday, 16 March, the PINE ISLAND and CANISTEO 
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hove-to to paint ship's sides from 0700 until 1800. During this period 
we patrolled the area at 1,5 knots and continued cleaning since we did 
not have sufficient paint aboard for the sides. Frcm 1U23 until 1730 
we circled the PINE ISLAND at 10,UOU yards, transmitting MO's for RDF 
calibration. At 1Ö10 we sighted land bearing OÜ00T« That night we 
lay-to again for six hours before getting underway at OUOO Monday, 17 
Uarch, on the final leg of our trip to Rio, 

Still a little ahead of schedule, we lay-to for 7 hours Monday 
night, getting underway in column (PINE ISLAND, CANISTBO, BROWNSON) at 
0305 Tuesday, 18 Llarch, for the harbor entrance. At 0800 the column 
started up the channel which provides such an impressive entrance to 
Rio. AV08ul we passed the Santa Crus fortress 500 yards abeam to 
starboards At 0900 we received the pilot and Lt. Paulo Moreira de 
Silva, Brazilian Navy, aboard. Shortly thereaXter the PINE ISLAND 
fired a 21 gun salute to the Republic of Brazil and a 13 gun salute 
in honor of Rear Admiral Dantas, Commander Brazilian Destroyer Force. 
Both salutes were inanediately returned, and at 0927 w© moored to a 
buoy  . Rio at lasti 

Just before our arrival in Rio we received the following message 
from the Task Group Goamander - ,,0ur arrival in Rio marks the end of a 
long arduous cruise that has been successfully completed. Each officer 
and mai can be rightfully proud of the part he played in contributing 
to that success. Your devotion to duty under hazardous and trying 
conditions has been in keeping with the high standards expected of 
our Navy» I am proud of you and I wish you all a very pleaspnt and 
happy stay in Rio.1* 

On the afternoon of our arrival, Tuesday, 18 March, calls, 
which had been previously arranged were made on various Brazilian and 
U.S. officials. This proved to be quite a pleasure and an honor for 
the commanding officer who at this time was introduced to the Brazilian 
Minister of the Navy, the Minister of Foreign Affairs, and the Minister 
of Aeronautics among others. The following morning all commanding 
officers called on Admiral Guilhobel, Director of the Navy Yard. By 
way of return, that afternoon a number of Brazilian officials and 
the American charge d'affaires were piped aboard the PINE ISLAND to 
return their official calls. 

Early Thursday, 20 March, the British light cruiser, HMS 
SHEFFIELD, was perceived quietly standing into the harbor at Rio. 
Shortly thereafter, as she was easing into her berth at the Navy 
Yard, the PINE ISLAND fired a salute to her flag officer. Vice Admiral 
Sir William Termant, R.N. That afternoon a very pleasant luncheon 
was given at the University Club for Commanding Officers and Brazilian 
Liaison Officers. Friday at 09ii0 official calls were made on the 
British in HMS SHEFFIELD, and the calls were returned that forenoon 
aboard the PINE ISLaND as before. 

Annex I-(q) - 22 - 



CONFIDENTIAL 

Saturday, 22  March, the Cormaanding Officer, Executive Officer, 
and Medical Officer Joined other officers from the Task Group for an 
inspection of the Navy Yard« Following this, they were entertained 
at a luncheon, given by Rear Admiral Guilhobel, the Director of the 
Navy, at which the senior U. Ss Naval Officer present was Rear Admiral 
Leland P. Lovette, Ohief of the U.S. Naval ikJission to Brazil, Satur- 
day afternoon a group of the ship's officers attended a garden party 
at the Naval Club given in honor of Vice Admiral Tennant« Sunday, the 
last day of our visit, we were guests of the Rio Jockey Club for a 
very enjoyable afternoon at the races. 

Several other entertainments were, provided during our stay 
such as a trip to Corcovado, a trip to Sugar Loaf, and a very success- 
ful dance for the enlisted men# In addition, all officers were kindly 
accorded the privileges of the Naval Club during this period« 

Probably the most impressive action taken in our behalf, however, 
was the very fine practice of detailing a Brazilian Liaison Officer 
and an official car for each Commanding Officer, In our case specif- 
ically, Lt, Paulo iaoreira de Silva gave unstintingly of his time and 
did everything in his power to make our stay enjoyable. 

PHASE IX - HOMEWARD BOUND 
(2U March 19U7 to 25 MarcE 19U7) 

Having made all preparations for sea, at 1015 Monday, 2U  March, 
we got underway from our buoy and stood cut through the Rio harbor. 
As we took departure from the Santa Cruz Fortress at 1113> a beautiful 
array of clouds shrouded Corcovado and the surrounding mountains to 
fcrm a striking background for our last look at Rio, 

We steamed in column until Tuesday morning, 25 March, when the 
PINE ISLAND went alongside the CANISTEO to refuel* As soon as this 
had been completed, we commenced our approach on the CANISTEO and 
began fueling at 1238. Having received on board 51*912 gallons of 
fuel oil, at IkOS  we cast-off all lines. In accordance with CTG 6Ö-3 
25lL,4.ÖZ, we were then relieved of present duties and reported to 
CINCIANT and COUDESLANT for operational control. Pursuant to C0U- 
DESLANT 26l7iOZ we set course for Norfolk, Virginia» As we gradually 
steamed away from the CANISTEO's side for the last time, she sounded 
a hearty farewell blast on her whistle amid much waving and shouting 
indicative of the strong feeling of comradehip between the two ships» 

With the PINE ISLAND and CANISTEO heading for Panama and Ascen- 
sion Island respectively, and slowly fading out of sight behind us we 
bring this narrative and our part in Operation KIGKJUMP to a close with 
a feeling of pride in our accomplishments and the knowledge that we have 
obtained a wealth of experience which will be of value to the Navj and 

to ourselves in future years« 
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PHASE X 2  STATISTICAL HIGHLIGHTS OF OPERATION HIGKJUMP 

BROVVNSOW sailed from Norfolk, Virginia, in company with other 
shies of the force, on 2 December, 19U6 and returned to that port on 
3 April, 19h7*    IXiring that period she steamed 28,772 miles, of which 
21,1^7 miles were steamed continuously« She "was in port on two occas- 
ions, for three days from 7 to 10 December in Balboa, Canal Zone, and 
for six days from 18 to 2k  ivlarch, 19h7  in Rio de Janeiro, Brazil» She 
was underway a continuous period of 93 days. Some of the more important 
statistics concerning BROWNSON's participation in operation HIuHJUMP 
are tabulated herewith. 

From 1100, ü December 19U6 to 0000, 8 April 1917. 

Total days underway •---.-----.-- —  118 
Total miles steamed   20,772 
Total days not underway  9 
Fuel used underway _-_- 1,079,916 
Fuel used not underway - 10,332 
Number of times refueled at sea -11 
Number of times refueled in port --1 
Maximum speed made 32 knots 32$ RPM 
ilinimum speed made (not lying to) - - 1 knot  15 RFM 
Days out of sight of land 62 

12/12/U6 Crossed equator at longitude 83023r7'^ 
12/26/i;6 First crossed Antarctic Circle at Longitude 

110o56.8'W 
3/l/hl        Crossed Antarctic Circle at Greenwich Meridian 
Crossed the Antarctic Circle 36 times« 
2/17A7  Rounded Cape Horn. 
1/27/U7  Farthest west -   67o50.3lS 1770OUiW 
2/28/1}?  Farthest east 66053«3'S OU039.6,E 
2/9/U7   Farthest south   fe9059.3!S 7803U.1IW 

Meteorological conditions, extremes encountered below Lat, 5$0S 

1/2UA7  Maximum temperature - U0oF, Lat. 670S, Long. 
17U050'7« 

2/2l/U.'1      Minimum temperature - 20°x^, Lat. 63 S, Long, 
38033,i.T 

3/2/u7   Minimum Seawater temperature - 290F, Lat. 
67058,S, Long. 03ol5»W 

3/1/ul        Maximum wind force - 62 knots from 300oT dir. 
Lat. $10S, Long, 2S0V,' 

Oceanographic conditions, extremes encountered below Lat. SS0S* 
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3A/U7        Deopesc water - 28UO fathoms,   Lat«  61 36'S, 
Long,  il^LS'iV 

1/26/14?      Shoalest water -  ^0 Fathoms,  Lat.  o602ii,SJr 

Long, 17303U,W (outside of bays, harbors, which 
were traversed). 

Land lighted 

2/lO/u7 Charcot Island, ivntarctica 
2/11/U7 Rothschild and Alexander I Islands. 
2/13/U7 Adelaide Island 
2/llx/hl PaL'uer Peninsula 

Gastronomic Conditions 

Provisioned ship 2 times in pa* t 
Provisioned ship 7 times at sea 
Provisions consumed - 36.6 tons 
Provisions consumed - 2UU pounds per man 
Largest item of use - r'lour. 12,600 pounds consumed. 
Smallest item of use - Chili powder. 16 ounces consumed, 

PERSONNEL STATISTICS: 

uFFICERS    ENLISTED    OBSEKVERS 
liE^      (civilian) 

On departure 16        26U 1 
Maximum 13        293 2 
On Return 16        283 1 

iffiDICAL STATISTICS; 

Upper respiratory disease decreased rapidly from Uii to 23 after 
two weeks and decreased almost to zero after one month in the Antarc- 
tic. 

There were no serious illnesses durinc the operation. 
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Plate No. 1 

First Iceberg - 2 Miles on Port Beam 
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Plate No. 2 

Ice Blink on the Horizon. 
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Plate No, 3 

We went through it. 
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Plate No. U 

Fueling at sea from PINE ISLAND. 
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Plate No. 5 

Fueling at sea from CANISTEO, 
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Plate :.ro. 6 

:,argo for the PINK ISLAND on the ran tail. 
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Plate No. 7 

Cargo for the FINE ISLAND coming over from the PHILIPPINE SEA. 
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Plate IJo.  3 

transfer of  rersonnel - BROVilJSüK  to C^iiSTEO, 



Plate ..o,9 

Traisfer of Personnel - PHILIPPINE ShA  to BRüVßJSÜl 

Annex I-(q) - }S  - 



Plate No. 10 

Lt. (jg) LE BLANC (in stretcher) and other survivors coining aboard. 
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Plate ;:o. 11 

PINE ISLAND launching Aircraft. 
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Plate No, 12 

Charcot Island. 
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Plate No. 13 

Charcot Island« 
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Plate No. lb 

Alexander I Island* 

Annex I-(q) - Uo - 



s 

*&   <€: 
-■—,.,  ■— '*i^ 

--far' if^ij» "-Jg-f^l^». tef.^^j^.^-iT'.?^" i^—"" ^^ '^."' 

Plate No. 15 

Rothschild Island dead ahead 
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Plate No. 16 

Heavy ice formed on the Forecastle. 
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ANNEX TWO (a) 

INTRODUCTION 

Prior to Operation HIGH JUMP, there were no set standards 
for photographic operations in extremely cold weather. Therefore, 
in the anticipation that this report may be of value in planning 
for any future operations of its kind in the Arctic or  Antarctic, 
many details have been included not only in the achievements, but 
in errors, observations, performance of equipment and proficiency 
of personnel, etc«, that would, under normal operating conditions, 
be omitted» 

I. OBJECTIVES 

The primary photographic objective of Operation HIGHJTMP 
was the reconnaissance survey of the unexplored coastal and 
continental areas of the continent with the tri-metrogon camera 
installation. The secondary objective was the survey of certain 
coastal and island areas requested by the Hydrographie Office« In 
carrying out these photographic objectives effectively, other 
aerials, stills, and motion pictures in color and black and white 
of the operational and training aspect were required» These all 
presented problems in equipment, personnel, and in actual operations 
and organization, which will be reported on in detail in the 
various Task Group repoits immediately following this summary. 

II. AIRPLANE ALLOCATIONS; 

The Task Force was organized into  three main operational 
groups;  the Central,  Eastern,  and Western Groups«    For exploration 
and photographic survey,  the Central Group was equipped with six 
R^I>-5 airplanes.    The other twi groups with three PBM-5 seaplanes 
each.    Each of these groups was augmented by lighter airplanes 
and helicopters for short exploratory flights and for scouting 
purposes as follows: 

Central Group 

One (1) JA-1  (Norseman) 
Two  (2) Helicopters 
Two   (2) J2F-6 Amphibians 

III.    AIRPLANE INSTALLATIONS: 

Eastern and Western Groups 

One  (1) SOC airplane 
Two  (2) Helicopters 

None of these lighter airplanes were to be equipped 
with any photographic installationsj however,  small scout hand- 
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held reconnaissance cameras were provided« The RJiD*5 airplanes 
were to be completely equipped with the tri-aetrogon camera 
installations as well as oblique, still, and »otion pictures, and 
certain other cameras to record altitude (both pressure and radio), 
time, and written data simultaneously with each set of tri-asetro- 
gon photographs taken. The RkD-5 installations were made at the 
Assembly and Repair Department, Naval Mr Station, Quonset Point, 
Rhode Island} the PB1I-5 installations at the Assembly and Repair 
Department, Naval Air Station, Norfolk, Virginia« 

The Taak Force Sixty-Eight Photographic Officer, because 
of previous experience, was requested to visit each of these 
assembly and repair departments at various times by the cognisant 
Bureau of Aeronautics« representative to offer any suggestions 
and criticisms that might be helpful in expediting the satisfactory 
completion of the installations. During these visits, it was 
stressed by this officer, that in addition to a good technical 
installation, all camera hatches were to be sealed against wind- 
blast to protect the camera operator against severe frost-bite. 
Considerable changes were made in the PBM tri-metrogon and oblique 
installations after they were begun as a result of these visits© 
Uhfortunately, because of weather and remoteness to Task Force 
Headquarters, visits to Quonset Point were not as frequent as they 
should have been. Consequently, there were several discrepancies 
in the tri-aetrogon installations of the RbD-S's* The hatches 
were never satisfactory. The oblique photographs were masked off 
to such an extent that they were rendered less valuable for the 
purpose intended, although still usable. This ultimately required 
the removal of the wind-blast seal in order to have an adequate 
unobstructed camera view. The PBM installations, however, both 
tri-metrogon and oblique, were very satisfactory except for a 
minor modification to permit leveling tri-aetrogon cameras. This 
installation is an excellent standard for future installations in 
that type airplane. 

IV CAMERA MOUNTS 

The tri-aetrogon mounts installed in RliD-S and PEM-5 
airplanes were not engineered primarily for those airplanes. 
Actually the mounts are the N.A.S. San Diego, Local Change 113 
for the F6F (Hellcat). When the F6F was originally fitted 
with the tri-metrogon cameras in 19143, it was found necessary, 
because of lack of space, to install one of the oblique 
K-17 6-inch cameras in a reverse position to afford room 
for the electric-drive motor. This resulted in the film travel- 
ling in the direction of flight in the vertical and one of the 
oblique cameras; while film travel in the other oblique was in 
the opposite direction. This difference in the direction of 
film travel made marking or study of a set of three rolls of 

negatives a very awkward operation. Also, there was no provision 
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for Isveling the tri-oetrogon caxneras in the F6F airplane except 
by leveling the airplane« The Bureau of Aeronautice directed 
that the F6F tri-metrogon installation be installed in the RJ4l>-5 
and PBM-5 airplanes of Task Force Sixty-Eight without Modification« 

It HDuld have been very desirable to install the tri- 
ms trogon camera mount so that the film travd in all cameras irould 
be in the same direction» It is believed that the Task Force 
airplanes vere large enough to permit this modification to the 
P6F San Diego Local Change 113« Also, a means of leveling the 
cameras should have been provided in these airplanes, as flight 
characteristics do not permit the leveling and trimming of the 
RliD and PBM airplanes irtien they are heavily loaded« The F6F 
San Diego Local Change 113 mount was installed in the RiiD air- 
planes, not only without modification, but in addition, reversed, 
which caused the film in two cameras to travel in the opposite 
direction to the line of flight, instead of only one as in the F6F« 
At first, this caused considerable confusion to the Photogramm- 
otrist and his assistants* After it was determined which way the 
film traveled in all the cameras, it was less confusing, but it 
was still awkward to handle the rolls of negatives when marking 
or identifying landmarks on the film. 

It was found on 1 December 1$U6, prior to departure 
of the Task Force on 2 December, that none of the calibrated 
K-17 6-inch aircraft camera case-drives, which were all that 
were delivered upon request to the U«S,S. MOUKT OLTMPÜS, would 
fit into the RliD mounts, as the pins for holding the cameras in 
the proper position would not fit into the recesses of the oblique 
viow finder since they were out of line about 1/8 inch« Fortunately, 
however, there were enough uncalibrated cameras at N«A«S«D«, Norfolk, 
which would fit» Thus it was necessary to exchange all the 
calibrated cameras for the uncalibrated cameras at the last instant 
before sailing« This action required calibration after return to 
the U«S«; unfortunately, two  sets of cameras were Jettisoned and 
their calibration can not be made* Instead of using the FÖF 
installation without modification, the specifications for the 
Installation and camera angles should have been stipulated to the 
various assembly and repair departments and a mount built from 
these specifications« It is reconaended that, in the future, 
adapters be furnished with all tri-metrogon mounts to facilitate 
using either type camera» 

T» SURVEY OOWTROL PROBLQIS 

It was realised issiediately that the best known method 
of accurate controlled aerial survey, that of establishing field 
control points by surface parties, was completely out of the 
question in the Antarctic on Operation HIGHJUMP» It would have 
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entailed «any months of working in the field by terrestiai 
surrey parties to establish these points and mark them suit- 
ably to record in the photographs. It was remotely possible to 
establish a few control points along some of the coast line if 
time permitted; this possibility could not, fcyirever, be relied 
upon. The best alternative to obtain any control at all was to 
endeavor to tie all the photographs or rather strips of photo- 
graphs that were to be taken, into old fixes in the picture, 
and operate the cameras,with proper overlap, out to the end of 
the extent of the range of the airplane or to the end of the 
flight« The cameras were to be operated all the way back and 
were to include some well established point before being turned 
off» This sould be reconnaissance survey at its best unless some 
instrumental or electronics method rsould be utilised in addition 
to the navigator's various sun lines against time» Many methods 
were discussed with Hydrographie Office representatives» Radio, 
the most desirable, had to be discarded because of lack of bases 
suitably situated for obtaining navigation«! fixes» The best 
that could be done was to use what fixes the navigator could 
obtain by use of the Astro-compaos, by plotting various sun lines 
across the flight track and tying geographical points obtained 
in photographs to these meager navigational fixes» 

VI. MODIFIED QRafLIN RECORDER 

It became iamediately apparent that accurate time, 
in order to determine position, must be furnished with each 
set of photographs taken* The K-17 6-inch aircraft cameras 
used in the tri-metrogon installation do not have clocks in 
them; therefore, it was decided to modify an instrument used 
at Bikini in Operation CROSSROADS to record time simultaneously 
with each set of photographs taken of the bomb blast, which for 
lack of a name, was called a Gremlin Recorder« A Grsmlin 
Recorder is the combination of two P-56 aircraft camera* j one 
(1) P-$6 20-inch drive and cone mounting an p-56 8j-inch lens, 
with the instruments to be recorded located the proper distance 
in front and illuminated for photographing. It was decided to 
install several additional instruments in this recorder* A 
photograph of these instruments with each set of photographs 
taken by the tri-metrogon would be very useful. Installations 
includedx (1), an accurate watch, (2), a pressure altimeter, 
(3), an inclinometer, and (U), an 3CH-718 radio altimeter. The 
Bureau of Aeronautics authorised the Gremlin Recorders to be 
modified at the Assembly and Repair Department, N.A.3., Norfolk, 
Virginia. Msny installations and photographic problems prevented 
the inclusion of the SCR-718 in these recorders. Twelve of these 
recorders were completed and delivered to the Task Force« 
Detailed reports on the operation of these recorders will appear 
in the various Task Group reports following this summary» 

■ -■ •■' - '■ ''•■ • 
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VirU ASOAL SÜRVET MiTBRIAL 

Except for the muaber of aircraft caneras r«<iuired and 
other standard aeriai pho TO graphic equipment, it was extremely 
difficult to estimate the amount of sensitized material needed 
for the primary photographic obJectiTes of the operation. The 
basic factors necessary to estimate fijun for any aerial surrey 
project, are based on how much territory is to be surveyed» 
Once the size of the territory is known, the problem is relatiTely 
simple, and one which is familiar to every aerial photographer* 
These first factors were known, but because the elevation of the 
terrain in the unexplored areas was not known, the problem 
remained indeterminate« It was, of course, very desirable to 
fly the airplanes 20,000 feet above the terrain« This was impossi- 
ble for the PBM'a as their service ceiling is near 13f000 feet or 
more and the elevation of the terrain that was known in the 
interior of the continent in places exceeds 10,000 feet and some 
mountains are 15,000 feet or more above sea level. It was finally 
decided that the Eastern Group and the Western Group airplanes 
would fly at 13,000 feet if possible, and the Central Group airplanes 
20,000 feflt true altitude. It was estimated that the Central 
Group HDuld be able to fly a total of twenty-four radial flight 
sectors, weather permitting, from the Base at Bay of lhales extend- 
ing 750 miles from Base and rotum. It was also estimated that the 
Wing Groups, even though with one-half as many airplanes each, by 
conmencing operations earlier and continuing later than the Central 
Group, could each fly an equal number of flight miles. The total 
number of nautical miles thus estimated was 108,000 miles. With 
all the unknown factors and uncertain weather conditions considered, 
it was decided to base the amount of film needed on these estimates 
and the fact that with oxygen, the airplanes should be able 
to fly at least 5,000 feet above the terrain. These assumptions 
established a basis for the film, chemicals, paper, and other 
material etc© for the survey operations. Because the number of 
flights anticipated did not materialize, there was a considerable 
amount of film in excess. Due to insufficient space on the U.S.S. 
BURTON ISLAND to transport all material when that vessel 
evacuated the Base at the Bay of Whales, the following material 
was left stored in the Quonset Hut at the Qiergency Base at the 
Bay of Whales: 

29U Rolls n* x 200» Super n Film aero 
21» Rolls 9t *   75' Tri-X Film aero 
13 Itolls 9i" x   75» Infra-red Film aero 
12 Rolls 7" x   18» Super XI Film aero 
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EC    MISCELLANEOUS MATERIAL 

The   following miacellaneou» material was also  left 
otored in the Quonset Hat at Bay of Whales   (Emergency Camp), 

147 Dosen 4x5 Ansoo  daylight color  film. 
10 Gross  10x20 paper. 

2 Safe  lights  - 8x10 hangar type. 
1 Model WJ •• Aerial film dryer. 
2 Smith film developing units  (9j). 

150 1 gal.  cans D-76  developer. 
50 1  gal.  cans  D-19  developer. 

1 10w trimmer. 
1 9x18 Contact Printer   (Argon). 
2 Inroersion heaters (110V»). 
2 8 x 10 trays (enamel). 
2 11 x 14 trays (enamel), 

X DIFFICULTIES ENCOUNTERED 

Because of low altitudes necessitated by removal of oxygen 
equipment priorto take-off from the PHILIPPINE SEA,  the   inabil- 
ity to  reinstall, and the high elevation of the Polar Plateau, 
several  flights expended film before the end of their flight. 
In son»   instances,  the altitude of the  airplane above  the  terrain 
was 1700 feet or loss.    Extra rolls of film were provided but  it 
was too  cold  (minus 20 to 40 degrees Fahrenheit) to unload and 
reload film in flight.    Six  (6) rolls of film were loaded in 
Flight Number Seven Able  (7A),  resulting in frost-bitten fingers. 
It was,  of course,  necessary to load film bare handed.    This pro- 
cedure was  so slow and peinful and since no better system could be 
improvised,   it was  not attempted on any later  flights.    On all 
flights,   however,    all available  spare magazines were  carried. 

XI PHOTOGRAPHIC PERSONNEL 

The  photographic personnel were experienced aerial photographers 
and were all very anxious to  do an excellent job;  but the  airplanes 
were  so cold,  since the  camera compartments were not properly sealed 
against wind-blast,  that it was not possible to  do any work bare- 
handed,  except for very short  intervals, which were  frequently 
necessary in making notes.     It was necessary to move about frequent- 
ly and because  of the  distance between cameras,  electrically heated 
flying suits were not practical.    The photographer usually was 
so  involved  in the operation of the  tri-metrogon cameras that there 
was  seldom time  for operating the oblique  K-17 12-inch cameras. 
The  16inn. motion picture  cameras became known as the PilcVn camera, 
and  considerable  Kodachrome  footage was obtained with this camera 
operated by the pilot or co-pilot on nearly all  flights.     It was a 
simple matter to keep   these motion picture  cameras  operating at 
sub-sero outside  air temperatures because  of the heat inside  of 
the  pilot's compartment. 
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XII PILOTS 

When it was found that the pilots assigned to 
Operation HIGHJUMP ware not eroerienced photographic pilots. 
Captain John H. McElroy, U.S.N., iiho was assigned collateral 
duties with the Task Force Staff to assist in planning for 
the photographic operation, went to N.A.S,, Norfolk, Virginia, and 
gave a series of lectures to the crews.  Captain McElroy did 
a commendable job in the short interval, of tiae that could be 
spared by the crews for these lectures and indoctrination in 
photography. There was not sufficient tiae taken however, for 
the crews to gain enough photographic air experience» It must 
be remembered that the shortest course of instruction to qualify 
a pilot for photographic reconnaissance flying during the 
war was six (6) weeks of intensive and continued lectures, and 
photographic flying. It is, therefore, strongly reoommended 
that for any future operation similar to Operation HIGHJUMP, 
where aerial photography is of such paramount importance, all 
pilots be thoroughly trained and experienced photographic pilots. 
It is believed that superior photographic coverage would have 
been obtained if a photographic squadron had been assigned to 
duty with this Task Force. 

mi ACCOMPLISHMENTS 

Total survey flights 28 Total K-17 6»«(Tn-met)Neg.l6,92i4 
Total F-56 Gremlin Neg. U,178 Total K-17 12" Kodacolor" 35 
Total P-56 Qi Neg. 200 Total P-56 8i"  ■     "    22 
Total Radar Alt. 35njm* Neg.1,553 Total 50'Mag.  " 16ian« "    19 

XIV PERSONNEL 

The important role that photography was to play in 
Operation HIGHJUMP necessitated an officer in charge of 
photography on the Staff. This officer was assigned 10 October 
19U6, and immediately commenced the task of organizing the 
Photographic Department. After considerable study of the 
photographic requirements, it was determined that the following 
additional personnel were neededt 

One (1) Officer on the Staff in charge of motion picture photography 
One (1) Photographic Officer for each of the three Task Groups. 
One (1) Motion picture specialist officer or enlisted man, for 

each of the t«Q Wing Groups. 

Prior to the assignment of the Staff photographic 
Officer, CinCLantFlt and CinCPacFlt had been requested to assign 
a photographer's mate who was also a qualified aircrewman to 
each of the twelve Task Force airplanes.  A determined effort 
was made to obtain skillful, experienced color and black and 
white motion picture specialists for the three main operating 
groups; but, unfortunately, the required number were not avail- 

able in the Navy. A request was subndtted to the Marine Corps 
Annex 2 (a) — 7 - 



and two officers were assigned for Motion picture work«    m 
addition,  a similar request was submitted to the Inay,  and 
four (U) enlisted motion picture specialists were assigned«^ 
Only one Navy photographer's mat* *ovld be obtained who had 
specialised in color photography«    Thus it was clear that the 
photographic complement of Operation HIGHJT3MP waa to be 
general,  all around Navy photographer*s Hates generalizing 
in all fields but specializing in none*    It was possible, 
however,  to select a nucleus of experienced men|  especially 
f ;x>m the higher rates who were versatile but rusty in some 
fields and refresh them while enroute to the Antarctica    The 
complement was assigned as follows» 

Officer-in-Charge of Photography (Staff) 
One (1) Lt. Ü.S.N.  in MOUNT OLWUS 
Officei^-in-Charge Motion Pictures  (Staff) 
One (1) IsULt. Ü.S.M.C*  In MOUNT OLYMPUS 
Central Group Photographic Officer» 
One (1) LMjg) U.S.N« in MOUNT OLTMPUS 

Photographic Officer - Western Qroup 
One (1) Lt.(Jg) U.S.K. in CÜRRITUCK 
Motion Pictures - Western Group 
One (1) C.W.O, U.S.M.C«  in CURRITUCK 

Photographic Officer - Eastern Group 
One (1) Chief Photographer in PIKE ISIAND 

It was obvious that the biggest task to be accomplished was 
in the Central Group»    This Group had to   transit the ice pack 
to reach the Bay of Whales, moor to the bay ice, unload two AK's, 
haul material, construct a base and airstrip on the ice shelf, 
operate and support six (6) long range reconnaissance airplanes. 

photographs,  in both motion and atills, were required by all 
branches of the JLrmed pbrces of all phases of these operations* 
The fact that the operations of the Central Group were to be 
completed and the Base evacuated in less than two (2) months was 
indicative of a short but intense period of operation»    The two 
Wing Groups had three (3) long range airplanes and no base to 
build.    Hence,  the ratio of assignment of personnel was 2-1-1 
for the Central and Wing Groups respectively* The total complement 
of photographic personnel assigned was as indicated on the 
following pagex 
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I 
XV PKRS0iO:EL ASSIGNMEOTS 

Central Group 

Three  (3) officers  (2,  U3N;  l.USMC) 
Sixteen (16) Photographer»1 Matss 
Four (h) Photographers' Mates  (Aircrenmen) 
Two  (2) Photographersl(Marine Corps) , 
One  (1) Photographer's Mate  (Ships company) 
Two  (2) Photographers, motion picture  (U.S,AnDy) 
One  (1) Photographer's Mate  (in BURTON ISLAND) 

U.S.CG.C.  NORTHffIND 

One (1) Chief Photographer (U.S.C.G.) 
One (1) Photographer's Mate (U.S.C.G.) 
One (1) Photographer's Mate (U.S.N.) 

Total - four (i|) officers,   twenty-eight (20) men for Central Group. 

TTestem Group _ 

Two (2) officers (1, Ö.S.N.J 1, U.S.M.C.) 
Sixteen (16) Photographers' Mates, U.S.N. 
One (1) Photographer, motion picture, U.S.Army 

Total - Two  (2) officers,  seventeen (17) men for Western Group, 

Eastern Group 

One  (1) officer, U.S.K. 
Fourteen (1U) Photographers' Mates, U.S.K. 
One  (1) Photographer, action picture, U.S.Army, 

Total - One (1) officer,  fifteen (15) men for Eastern Group, 

Grand total of photographic personnel for Task Force Sixty-Eight - 
Six (6) officers and fifty-seven (57) men.   (The roster of Task 
Force 'Personnel appears in the appendix). 

XVI POLICY 

Because of the limitation of personnel, especially those 
qualified in the more skillful fields, it was an immediate 
necessity to ascertain the qualifications of every man and commence 
a refreshing and training program enroute to the Antarctic. It 
was found that some of the men who had been in'large orgajiizations 
such as; Naval Photographic Center, Operation CROSSROADS, 
Photographic Squadrons, Interpretation Squadrons, and Intelligence 

Centers, had been assigned to one type of work so long in those 
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organiaations, that proficiency in other fieldß was seriously 
lacking. Some of these photographers had graduated from the 
Photographic School several years previoualy but had not op- 
erated a aotion picture or a till camera for such a long time, 
that they were not up-to-date on the operation of the latest 
cameras. All of the officers and chief petty officers were given 
to understand that they must become proficient in the use of all 
types of aerial, notion, and still cameras, and also laboratory 
technique, for  instance, there was not an officer or man in the 
Central Group that could crank a Mitchell Motion Picture camera 
proficiently. This was important because experience in the 
Antarctic had proven to the Staff Photographic Officer, that in 
cold temperatures, these cameras could not be depended upon to 
operate electrically*, Some of these men had once been excellent 
in various fields of photography years before or while in school, 
but during the war years when specialists were so prevalent in all 
large organizations of the Navy, certain ones had been assigned 
administrative, laboratory, plant, or aircrew assignments so long 
that most of their photographic ability as operating photographers 
in the field with cameras was gone. Fortunately, all hands were 
most willing to knuckle down and work to regain or better their 
skills. 

The general policy was, and justly had to be, after 
the men were shaken down to various fields or refreshed to get 
the pictures first at all costs, then process and file them 
later. This accounts for not obtaining names of personnel, 
home town addresses, etc., which were highly desirable and was 
accomplished in a number of instances; but in general, there was 
not time for this, except at the expense of missing some 
important part of the operation which had to be photographed as 
it occurred. 

The Officer-in-Charge of Photography, who had been 
relegated to strictly administrative positions for the last six 
(6) years, frequently operated motion or still cameras; otherwise, 
some important aspect of the operation would not have been 
photographed. This also applies to the Officer^in-Charge of 
Motion Picture Photography, who often operated an Syemo camera. 

IVn BASE OPERATIONS 

The Staff Photographic Officer, Lieutenant C.C. SHIRLEI, 
transferred to the Ü,S.S, YANCET (AK93) at 2200, 16 January 19U7, 
with the following listed photographic officers and men to 
photograph the entry of that vessel, into the Bay of Whales, and 
subsequently, unloading activitiee, and the construction of the 
Base on the ice shelft 
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Ist« Lieut. H.H. ANGLIN, U.S.W.C. 

WEED, A.D. CPHOM 
JOHNSON, E.E. CPHOM 
MSDING, J. (N) PHOMl 
RIZZ0L1A, L.M. PHOMl 
MALONE, T.K, PHOMl 
PETERSON, R.F. PHOM2 
SACK, N.F. PHOM2 
POLLACK, J.M. PHOM3 
WALTERSDORF, J.M. 
SHIMBERG, J. (N) 

P1^.,U.S.A. 
PVT.,U.S.A. 

These men were divided into  tmo  (2)  twelve (12) hour shifts 
to obtain twenty^-four (2h) hour coverage of unloading and 
construction activities»    One group was headed by Lt« Shiriey, 
the other by Lt. Anglin» 

IVIII.   PHOTOGRAPHIC MATERIAL TO U.S.S, YANCEI 

2 ^yemo^ complete with case plus 12 volt motor« 
U UOO* magazines for Eyemo. 
2 Mitchell's complete with   8-400»     magazines» 
2 Cine Specials  coiaplete with    2-100»    magazLnes each» 
6 Auto-load Speedsters» 
3 Speedgraphics complete with flash» 
1 Oraflex» 
5 Medalist's 
2 Kodak 35nm. «s. 
2 Mitchell heavy duty  tripods. 
3 Professional Junior  tripods. 
h Exposure meters» 
1 8^ F-56 with magazine» 
2 K-20's, one equipped with focusing mount. 
18 Graflex   typecut   film holders» 
h 6 volt bat-&eries» 
1 12 volt aircraft battery 
60 Rolls U00» Super XX 351». B&W. 
20 Rolls 100» 350111. B&3f. 
100 Rolls 100» Ibrnm» Kodachrome» 
150 Magazines 50« I6nm» Kodachrome» 
100 Packs U x 5 B&W film» 
Si Vozok x 5 Kodachrome. 
20 Rolls 620 Ansco color. 
30 Rolls 35mm. Kodachrome for Kodak 35mm» 
5 Rolls 7" x 125» BvW for P~56 8^w 

U Rolls 5inx 20,B&:?r for K-20 
80 Number 5B flashbulbs» 
88 Number 5 flashbulbs. 
12 Rolls 5i"x 91 BWI for K-20» 
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In the meantiae, th« following listed personnel remÄined 
on board the Ü.S.S. MOUNT OLTMPUS, under the direction of Lt.(jg) 
R.C* TIMM, CTG 6Ö.1 Photogr^hlc Officer, to procee», h«ndie, and 
file negatives and prints and in general, operate the Central 
Group's photographic laboratory: 

BCWE, O.F.  U12 02 12 CPHOM 

H1IDEN, L.H. 263 56 79 PHOIH NJ»DDILOf W.H, 300 75 06 PHOia 
TUBKER, W.R. 262 96 93 PH0M1 GILLASPY, J.L. 557 UO 29 PHOIO 
TEIGAN, B.(n) 382 81 58 PHOlU PATTERSON, R.H. 968 56 56 PHdO 

Aß  soon as the U.S„S. IANCET nosed Into the bay ice 
iattedlately astern of the Ü#S.C.G,C« NORTHWIHD, Lt. Anglin and 
a party vbnt onto the bay ice to obtain as many views as possible 
of the mooring operationsj the remainder of the personnel covered 
the operations from the ship. 

The electric notor of the Mitchell camera, operated 
by Lt« Shirley, slowed down to half speed; it was inmediatelj 
removed and the camera hand-cranked« 

III  F80T0GRAPHIC ACTIVITIES OR THE ICE 

During the first few houra after the ship completed 
mooring, unloading operations moved at such a rapid pace that it 
was necessary to utilize all hands of the photographic party to 
obtain proper coverage, instead of one shift turning in* 
important transportation equipment, already on the whips, went 
over the side from four different places at the same time and 
it was important to obtain coverage of all this equipment as it 
hit the ice« Various pieces were behaving differently and all 
branches of the Armed Forpes wanted photographs of it«  The motor 
transport that did not bog down, soon began to haul material to 
a safe distance away from the edge of the ice« It was soon 
obvious that the Photographic Department was going to need trans- 
portation to keep up with the operations« 

The following morning, 18 January, a Weasel was assigned 
to the Photographic Department« The elecrically operated Mitchell 
was mounted on the bow of the Weasel and one (1) of each of 
the following cameras was kept in it, in a ready condition at all 
times; gy—J» Speedgraphic, Speedster, and Medalist, in the mean- 
time the U.S.S. MERRICK arrived and commenced unloading operations. 
If it had not been for the Weasel, there would have been very poor 
coverage by this time as operations were moving so fast and over 
such a large territory, that it would have been impossible to mov^ 
heavy cameras, or even personnel, from place to place fast enough. 
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Coverage nas quite aattsfactory up to date by this tiac to 
permit a visit to the Base of the United States Antarctic Service 
Expedition 1939 - 19U1« During the flitting of some interiors 
in the old canp, one of the Eyemo caoeraa froae up at a temper- 
ature of minus 26 degrees Fahrenheit« It was noted, that as 
cameras were brought to the surface, lenses fogged over from 
condensation in the warmer atmosphere on the surface of the shelf 
ice« 

All of the exposed motion picture film and still neg- 
atives wore to be sent back to the United States via the 
WORTHWTND, which was now ready to depart for a rendeavous with the 
U.S.S. PHILIPPINE SEA, north of the ice pack» Shelby, PH0M1 
was recalled from the MORTHWIND to augment the force of photo- 
graphers on the ice« By this time camp construction was well 
underway, which necessitated a headquarters for the photographic 
unit there as well as at the side of the ships» Until a photo- 
graphic tent could be erected, one of the unoccupied pyramidal 
tents was used« 

The U.S^S« MOUNT OLTMPUS arrived and moored to the ice 
on the morning of 20 January« On 21 January, all of the ships 
unmoored and left the Bay of Whales for the safety of the open 
Ross Sea, because of the turbulent ice and wind conditions« All 
of the photographers, however, moved up to the Base to continue 
coverage of construction operations and moving of supplies f»m 
the bay Ice to the Base, The «hips returned and moored again on 
22 January and continued unloading operations« By this time, 

complete coverage of mooring and unmooring had been obtained^ but 
it was desirable, if possible, to repeat coverage of all operations 
for documentary purposes, as it might be needed« Also, it was 
desirable to be ready to cover any accidents which might occur duiv 
ing an operation the magnitude of mooring a ship to the ice« 

Coverage was obtained of Divine Services which were 
held upon completion of the Base* The generator available permitted 
the use of only 3,000 watts of light; consequently, Shelby made 
interiors of the church service with the Mitchell at f2«3 at 2Ufps« 
On 27 January, the two (2) twelve (12) hour shifts were discontinued 
as most of camp construction and unloading was complete and good 
coverage obtained« Accordingly, a crew was organised under Lt« 
Anglin to obtain various subjects in motion and still pictures 
of camp activities; living conditions, etc.« The crew assigned for 
this purpose was as follows: 

MALONE, T.H. 
HALTERSDORF, J.M. 
SHIMBERG, J. (N) 
PETERSON, R.F. 
RIZZOLLA, LoVU 

PH0M1 
FVT« 
PVT, 
PH0M2 
PHOMl 

(motion pictures) 
(motion picturea) 
(motion pictures) 
(still pictures) 
(still pictures) 
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Lt. Shirley and the following peraonnel obtained 
documentary and general coverage of construction activities 
and comenced to prepare material for the arriTal of the RUD-S'S: 

WEED, I.E.             CPHOM MEDING,   J.   (N) PHcaa 
JOHNSON,  E.E.      CPHÖII SHELBY, A.D. pHc«a 
PATTERSON, R.H. PHOTC POLLACK,  J.M. PHQM3 

By the afternoon of 22 January, most of the personnel 
on the ice were sunburned, some quite severely, except those with 
good beards» Sack, N.F., PH0M2 was relieved by Teigan, B,, PHOBfl. 
and sent back to the MOUNT OLYMPUS to recuperate from sunburn« 

The morning of 30 January, the first two BUD airplanes 
arrived, and shortly afterward, it was decided that the thin- 
skinned ships of the Central Group must leave the Bay of Whales 
and clear the ice pack and Ross Sea before ice conditions nould 
prevent their leaving« Only enough personnel were to remain on 
the ice that could be evacuated on the one (1) icebreaker which 
would take them off later, after completion of the Aerial Survey 
Program» 

It was directed that only one photographic officer and 
four (h)  men in addition to the six (6) in the flight crews, could 
remain during that period and that all other photographic wrk was 
to be subjugated or stopped, if necessary, to support the Aerial 
Survey Program» Fortunately, one (1) more excellent photographer 
was obtained nhen Coriander W.M, HAWKES, Commanding Officer of the 
RUD unit, permitted Lt» A.E. STEIN, USNR to remain» Lt» Stein 
arrived with the RUD unit which he had photographed in l&nm. color 
since the unit was organised. It was highly desirable that each 
man be selected as carefully as possible for versatility, 
experience, willingness, initiative, and devotion to duty, because 
at this point 10 photographers and 2 photographic officers had to 
support the photograpl io requirements of six RUD airplanes» This 
included flying on survey missions, and accomplishing all the 
other photography possible until they were evacuated« Consequently, 
the following men were selected to remain on the ice from the 
Central Group2 

From the RUD Unit (TG68»5*1) 

225^ ?#»#      ^221 HUFNER, F.O.    CPHOM 
SE  T H        ma s™1*' K-c- ***% MAUWB,  T.H« mflU MCDONALD, W.L.       PHOMl 

S^S L&     HSS JANSSON, C.L.       M/SGT. USMC 
TBIGAN,  B»   l«;       mm BALDWIN,  0.E» SOT»       USMC 

All efforts were now turned to rigging the airplanes 
with cameras and photographic equipment»    At the same time, 
photographic coverage in motion and still pictures was being 
mad© of the removal of the wheels fron the airplanes and as much 
coverage as possible of all operations connected with the air 
program,  euch as; fueling, maintenance,  pre-heating and starting 
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engines, as well as activities connected with construction 
and research connected with the airstrip, bearing and loading 
capacity of the snow and shelf ice surfaces for airplane 
operations« The photographers were determined to photograph 
all of the subjects required by the Operation Plan, if possible, 
in addition to the Aerial Survey, despite the fact that the 
policy had been changed to eliminate all but the Aerial Project, 
if both could not be accomplished simultaneously» 

The first flight was made and the tri-metrogpn 
cameraa operated to determine the proper exposure setting, and to 
test mechanical operation for possible malfunctions. Prior 
to departure of the ships, the following material was put ashore 
in anticipation that the United States Antarctic Service Expedition 
1939 - 19iil Laboratory at West Base could be activated and that 
a small amount of processing oould be done there» it was well 
known that cameras, especially those with mechanisms as complex 
as aircraft cameras, are bound to break down or develop mal- 
functions even in moderate climates, that are sometimes never 
discovered until the film has been processed. A camera with a 
defective shutter or a magazine which may begin overlapping 
exposures might be used on several important flights before it 
is discovered, unless the film can be processed and inspected 
frequently» Upon the return of the first flight, it was impoi>« 
tant that the film be developed to determine the proper exposure 
to be used on all subsequent survey flights and to check 
operation of equipment. 

It was doubtful, with the limited personnel 
available, if any processing could be done after flight operations 
had begun» Oonsequently, a party loaded the necessary materials 
and equipment into a Weasel and went to West Base to develop the 
film. Considerable time was required to clean out the coal stove 
in the Science Building and melt enough snow for mixing cnemicals« 
It was soon apparent that the best that could be accomplished was 
to develop a short test strip from each roll and return to the 
Base with the information prior to the take-off of any flight 
of consequence. The idea of processing any more film was aban- 
doned as it had taken thirty-six hours (36) tc process a short 
test strip from four rolls of film«. The proper exposure was 
determined to be 1/300 sec, at f.6.3 on bright, clear days. If 
a force of about four additional men had been available, heat 
could have been maintained all the time in the Laboratory 
Building and subsequent processing would have been possible. 

Many other conditions beyond the control of the 
photographic officer also adversely affected the photographic 
coverage. Extreme cold reduced note-taking, overcast restricted 
altitudes, as did lack of oxygen, continually changing terrain 
both flat and mountainous, as well as varying altitudes change 
intervals. Minor things, such as poor briefing facilities also 
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were handicaps.  The foregoing is not offered as excuses for 
possible poor results, but to point out the difficulties 
encountered, "which, because of the "unknown1* were very difficult 
to overcome» 

XX PHOTOGRAPHIC PROJECTS 

(A) Projects Numbers 1 and 2» 

For  tri-metrogon survey of interior, coastline, 
and islands of Antarctica, see Chart Number 1, in the Appendix 
for appropriate coverage» In connection with these two projects, 
the various operating groups made the following flights and 
photographs: 

CENTRAL GROUP     WESTHIN GROUP        EASTERN GROUP 

28 flights        26 flights 1? flights 
21,000 Aerial neg»  1,0,763 Aerial neg.    8,198 Aerial neg. 

It is anticipated that two (2) 9 by 9 inch contact 
prints of each of these negatives will be made on double weight, 
waterproof, non-shrinkable paper as expeditiously as possible by 
the Naval Phouographic Center, Anacostia, D,C«, whose photographic 
complement will be augmented by the staff photographic complement 
of CTF 68 upon arrival in the united States. 

(B) Projects Numbers 3 through 11;. 

Individual letters and reports will be forwarded to 
the various bureaus, offices, and other agencies who requested 
coverage of certain projects. In all instances, it if believed 
that more than ample photographic coverage was obtained in still 
and notion pictures in both black, white, and color* These 
bureaus, offices, and other agencies will be advised from time 
to time by CTF 68 when still and motion pictures are available 
for viewing by appointed representatives» 

XU  AIR 0PERATI0M3 

Air operations commenced as soon as all of the 
wheels were removed from the airplanes« While standing-by 
for flights, the aircrew photographers abaisted in ground 
photographic coverage of all types; consequently, in may cases, 
when a flight was ordered, the photographers were not fresh. 
Because of the weather, very short notice was usually given and 
very seldom was it possible for the photographers to turn in for 
a few hours of rest immedistely prior to a flight» When weather 
conditions became favorablo, the flights took-off immediately 
or as soon as airplanes could be prepared» In some instances, 
when the photographers took-off, they had been working long 

periods without rest, carrying heavy motion picture cameras or 
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doing other equally strenuous work* Upon return from flights, 
it was necessary for each photographer to unload all of his film, 
place it in cans properly marked, and in general, prepare the 
airplane in the event of short notice for another flight. Most of 
the time, other members of a returning flight crew had turned 
in fcr a complete period of rest and begun another work period 
before the photographers were able to turn in. 

The last flight was made on 21 February 19h7» 
During the period of air operations, twenty-eight (28) flights 
and approximately 21,000 negatives were made, exclusive of local 
flights made in the JA-1 and 0Y-1 airplanes« For future photo- 
graphic operations in either the Arctic or Antarctic Operation 
HIGHJUMF where it is necessary to obtain extensive photographic 
coverage in motion and still pictures in addition to an aerial 
survey program, it is strongly recommended that the following 
be adhered tos 

(1) A larger complement of photographic personnel should be 
provided. Airplanes with installations as extensive as those on 
this operation should be manned by two (2) photographers» 

(2) More adequate pre-flight planning as to exactly what 

territory is to be photographed» Each crew must be briefed thor- 
oughly immediately prior to each flight, and interrogated 
immediately afterwards♦ 

(3) Provide oxygen for higher level operation« 
(h)  Process film as it is exposed» 
(5) Provide a larger complement of personnel» Recommend 

twenty-five (25) men for the operation of six (6) airplanes and 
a laboratory, in addition to other photographic requirements the 
magnitude of Operation KIGHJUMPo 

(6) Seal camera compartment against wind-blast and heat to 
about plus forty-five (US)  degrees Fahrenheit, 

(7) Install Gremlin recorder in camera compartment« 
(6) Install radio altimeter recorder, a clock, and a compass 

in camera compartment« 
(9) Modify Gremlin recorder to accomnodate a 9 by 9  inch 

magazine and 250 exposures. 
(10) Install tri-metrogon cameras so that film travel in all 

three cameras is in the same direction in relation to airplane's 
heading« 

(11) Improve oblique camera hatch in Ri;D-5fs to afford 
easier access« 

(12) Install storage space for spare loaded magazines« 
(13) Provide viewing ports on each side of camera compartment« 

On 22 February 19U7,  all personnel were evacuated 
from the Base by the U.S.S. BURTON ISLAND« Because of limited 
space on the ship, it was directed by the Central Group Commander 
that only valuable instruments and exposed film was to be evacuated. 
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Consequently,   the following equipment and exposed film was 
loaded on the BURTON ISLAND along with enough unexposed film 
for coverage of the BURTON ISLAND'S passage th» ugh the ice pack: 

21 K-17 6" 
h  K-17 12" aircraft cameras 
2 F-56 8i aircraft cameras 
6 P-56 8} Gremlin recorders 
2 K-20 aircraft cameras 
3 Mitchell motion picture cameras 
3 Cine Special Ibasu notion picture cameras 
5 Eyemo notion picture cameras 
5 Speedster ibiran, motion picture cameras 
5 Medalist cameras 
2 70DA l6mm9 notion picture cameras 
2 Kodak 35i!Bi. 
5 Speedgraphics 
1 Graflex 
1 8 x 10 view 
2 Cine magazine, notion picture 
2 Oones, aircraft, ooaqplete with lens and 

shutter K-17 12". 

Uli  JETTISOKH) CAMERAS 

Hhile flying an Ria>-5 airplane, BuNo. 12U15 
about sixty (60) miles cast of the Base on 20 February 19U7, 
on a nagnetoneter flight, Ist. Lt. E.D* PITMAN, USMC, ordered 
the following listed aircraft cameras Jettisoned when an engine 
failed and there was some delay in feathering the propeller: 

Four (1*) K-17 6" aircraft canerac 
Eight (8) ASA aircraft camera magazines 
One  (1) View finder 

XXin  SUMMARY OF AIR AM) GROUND OPERATIONS 

During the period from the departure of the 
Central Group ships on 6 February 19U7, until 23 February 19k7f 
ten (10) photographers' nates and two (2) photographic officers 
accomplished the following1 

(a) Exposed 39,500 feet of motion picture film. 
(b) Made 21,000 aerial negatives. 
(c) Took 900 still negatives. 

Aerials, notion and still pictures were taken of the 
transit of the BURTON ISLAND through the ice pack. 

Because 0^' heavy swells, no material other than 
personal equipment could be transferred from the BURTON ISLAND 
to the MOUNT OLYMPUS after rendezvous with that vessel north of 
the ice pack. The following listed photographic personnel, who 

were evacuated from the Base were transferred to the MOUNT OLYMPUS: 
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Lt. C.C* SHIRLEY Lto A,E. STEIN 

BOWE, O.F. CPHOM 
VEED, A.E. CPRCM 
JANSSON, C.L, M/SGT. 
HUTNHl, P.G. CHiOM 
MALONE, T.K. PHOMl 

USMC 

RIZZOLLA, L.M. PHOMl 
SWAIN, K#C. PHOMl 
MCDONALD, W.L. PHOifl. 
TEIGAN, B. (N). PHOMl 
BALDWIN, G.E,, SGT. USMC 

These officers and men were immediately organized and 
began the task of bringing the files up to date. At New Zealand, 
the exposed film and photographic material left on the BURTON 
ISIJLND was transferred to the MOUNT OLIMPUS, except for the 
following which that vessel transferred to the MERRICK: 

6 Radar cameras APS 15 
6 Oomplete with scope and (2) magazines (planes) 
2 Complete with no scope and (1) magazine (ship) 
7 Complete with no scope and (1) magazine (PHILIPPINE SEA.) 
1 7QDA 16Bm. notion picture cameras« 
1 Medalist 
2 Cine magazine 16mm. motion picture 
6 G8AP cameras 
2 GSAP bore sighting tools 
1 Model "J" Smith aerial dryer 
1 Gremlin Recorder less camera 
2k Dark slides A5A magazines 
6 Dark slides P-56 magazines 

Immediately after departure of the MOUNT OLYMPUS from 
New Zealand, the photographic personnel were organized into two 
(2) twelve '(12) hour shifts, working seven (7) days a week in an 
attempt to complete processing all aerial and still film, and to 
complete filing all stills and print sufficient photographs 
for completion of Task Force reports before reaching the Canal 
Zone. 

HIV.  MyriON PICTURE SECTION 

At a Staff conference held on 3 Nowember 191*6, when 
objectives of the entire operation were fully discussed, it 
became apparent that a feature length motion picture of 
considerable value to the Armed Forces and of interest to the 
public could be produced in addition to historical, technical, 
and training films. The initial problem was to photograph the 
operation in a manner to insure continuity in recording a 
running 3tory involving the activities of thirteen ships anc" 
U,000 men over a period of six months. The general requirements 
were written into the Operation plan outlining certain motion 
picture footage which would tend to weld together a series of 
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I 
unrelated technical pictures into feature length mouon pictm-e 
in both color and black and white.  Special emphasis Traa placed 
upon obtaining newsreel coverage highlighting the activities of 
the entire operation. Therefore, the motion picture rould 
necessarily consist of the types of coverage previously mentioned 
taken in such a manner that any one type iDuld compliment the 
others. The inability of the Navy to furnish motion picture 
specialists necessitated the Task yorce to request qualified 
motion picture cameraman from the Imy and Marine Corps. One 
additional photographic officer (Chief Warrant) USMC irltb motion 
picture experience, and four U.S. Artsy motion picture techniciar.d 
were obtained. These motion picture specialists were distributed 
in the Task Force  in a manner to insure professional coverage from 
the beginning and to act as instructors, if necessary, in training 
other assigned photographic personnel in the method of coverage 
for production and newsreel footage« The interest shown, and the 
ability demonstrated in obtaining motion picture coverage by all 
photographic personnel in the Central Group was most commendable» 
Since there were no public relation: personnel in any capacity 
attached to motion picture photography, it became, fiom the bogim^» 
ing, the duty of the photographers not only to take pictures, but 
to plan sequences; lay out the story both in written form and to 
record commentary information, and at the same time keep in mind 
the continuity to last over a period of six months» Only by all 

hctnds exercising great seal and paying strict attention to duty 
could tiiis program be successfully carried out» 

During the first part of November, in compliance with 
a Task Fcrce request, Conaiander C.H. CULRK, Officer in Charge 
of Training Films, Navy Department, called a conference of 
various Bureau personnal to discuss training film requirements 
on the Operation. The Task Force Photographic Officer and liotion 
Picture Officer attended this conference» As a result of this 
meeting held in the Office of Public Information, many additional 
requests for desired motion picture coverage were discussed. Also, 
a promise was exacted from the Office of public Information to 
furnish wire recorders for field use» Two recorders were placed 
aboard the MOUNT OLIMPUS under the supervision of Task Force 
Communications» These were unable to be removed to the ice shelf 
because of their continuous use in recording radio broadcasts, etc«» 

The first motion picture coverage of Task Force Sixty-Eight 
began on 17 November 19U6, when the Naval photographic Center 
complied with a Task Force request to photograph the activities 
of Task Fbrce personnel engaged in training as sled dog handlers 
near Tamworth, New Hampshire, and to establish background footage 
pertaining to the dogs that were taken on the expedition* This 
coverage extended to the transfer of personnel and sled dogs from 
the Chinook Kennels to Boston and thence to Norfolk, and terminated 
when the Task Force departed Norfolk on 2 December 19^6. 
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About the middle of November, an outline of motion 
pictures to be obtained prior to the departure of the Task 
Pbrce for the intarctlc was distributed to photographic officers 
of the command ships and to the Office of Public Information. 
This outline was designed to place before the public a preliminary 
introduction to the Task Force and its objectives through the 
medium of the newsreels, When advised by the Task Force, the 
Office of Public ixiformation notified all newsreel companies of 
Task Force activities and locations, A number of representatives 
of these companies participated in covering the operation until 
the ships« departure from Norfolk and San Diego. As a result of 
these efforts, subsequent reports indicate that the Task Force 
received wide-spread newsreel publicity throughout the United 
States and some of this footage was shown in foreign news reels» 

From a photographic standpoint, whether successful or not, the 
definite departure in raotion picture procedure in this operation 
from war time principles to peace time necessities should be 
discussed. Heretofore, the Office of Public Information had 
headed motion pictures with experienced scenario writers, 
directors, and photographers on a Naval operation of any con- 
sequence, and ordinarily, several newsreel companies would be 
represented. However, this Task Force was to rely entirely upon 
services of general photographic officers and enlisted photo- 
graphers plus four Amy motion picture cameramen to film one of 
the most comprehensive motion pictures ever undertaken by the 
service. Through the efforts of interested pa-11 is outside the 
Task Fbrce, one official pamphlet pertaining to '.otion pictures 
was received Just prior to departure Norfolk. Some well known 
elementary policies were discussed in this pamphlet. Although 
these instructions were well received and studied by all photo- 
graphers, it was found that they were, in effect, restatements 
and slight enlargements pertaining to subjects and policies 
pteviously outlined in the Task Force Operation Plan. General 
conditions in the Antarctic and operational details involved, 
which this pamphlet should have embraced in detail but did not, 
can only be written by one with comprehensive Antarctic experience« 

Hhen the Motion Picture Officer reported to the HTJNT 
OLYMPUS at Norfolk, 27 November 19U6, it was discovered that 
the «otion picture equipment was aboard but some film had not 
been received. The inability of the Naval Supply system to make 
final deliveries of film quantities in speed groups ordered 
caused concern. This resulted in the redistribution of film in 
the Task Jbrce where possible. The substitution of speed groups 
of the majority of 35inm# film received was too high for quality 
results under photographic conditions that were to be encounter- 
ed in the Antarctic. After unsuccessful attempts to obtain qunat- 
itios of 35inni. film at Panama, a division of 400» stock was 
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affected with the PINE ISLAND group which had received only 
a small amount of its original order. By conserving this film, 
it was anticipated that both the Central Group and Western Group 
might have enough to last until another supply could be furnished 

by the PHILIPPINE SBA which was ordered by dispatch for distribu- 
tion later to all command ships« The motion picture cameras were 
checked for repair and accessories were inventoried. Some minor 
maintenance was necessary on the Eyemo and Mitchell type cameras, 
but all were in running condition within a short time» The Cine 
Special and Speedster type cameras were found to be in good 
condition from tiic beginning» 

Motion picture coverage of the loading and preparations 
for departure were made on board and in the vicinity of the 
various ships. Enroute to Scott Island via the Panama Canal, 
numerous phases of shipboard activities were filmed and a constant 
schooling of personnel in the handling of motion picture equip- 
ment and methods of coverage conducted. The high-lights recalled 
of the trip consisted mainly of canal transit, stay in Panama, 
reunion of the three Husky puppies with their mother aboard the 
MOUNT OLYMPUS at Panama after being stolen in Norfolk, crossing 
the line ceremony, refueling at sea, Christmas, first icebergs 
encountered, demonstration and issuing of cold weather clothing, 
and navigating through fog and icebergs. Short scenes of personnel 
activities from Norfolk to Scott Island were taken in an effort 
to create a "transit10^ of the gradual change in weather, the 
preparations for transiting the ice pack, and at the same time, 
planning and photographing sequences designed to combine and 
hold together in one continuDus story the highlights mentioned 
above. The first whale was sighted 2U December, but was not close 
enough to the ship to photograph. Although every effort was made 
to photograph whales and bird life, very little, if any, presents- 
able footage was obtained of these subjects while enroute to the 
Antarctic. 

Upon entering the iceberg and sea ice area on 26 December, 
a photographic watch was established on the MOUNT OLYMPUS and 
maintained throughout the entire time the Task Force slowly 
progressed through the ice pack to the Ross Ice Shelf and the Bay 
of Whales which was reached 15 January 19U7» This proved to be 
a cold and uncomfortable vigilance for all photographers, but 
the cameras were manned enthusiastically and often when one was 
relieved of the regular watch, he obtained another camera and 
proceeded to stand an unofficial watch for hours at a time. By 
this method, it is believed that the story of the ice transit 
has been thoroughly and efficiently photographed both in color 
and black and white. 
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By the time the rendezvous of the ships of the Central 
Group was affected at Scott Island, 31 December 19U6, photo- 
graphic personnel showing the »ost interest and adaptability 
in using «otion picture cameras were temporarily assigned to 
take motion pictures. These photographers, totaling five, in 
addition to the two Irmy technicians, were drilled daily in 
many phases of motion picture cameras and especially the value 
of employing  a variety of lenses, angles5 and distances; the 
importance of slating and writing up data sheets; the selection 
of events concerning an activity, which was the mo si important 
to photograph; the trick of anticipating action in a given set 
of unrehearsed circumstances and previously placing themselves 
at vantage points» 

The Staff Motion Picture Officer, the two Aray camera^ 

men, and one still photographer transferred with the Flag from 
the MOUNT OLIMPUS to the NOBTHWIND on New Tear»s Bve, 19U6, to 
obtain coverage of transit through the ice pack from t he ship« 
Both color, black and white motion pictures and still, pictures 
were taken from the air as well as from aboard the NORTHWIND 
during the fifteen days the Central Group worked its way 
through the ice pack« A constant watch was maintained by these 
four photographers during the transit« The regular working hours 
of all hsnds was between the hours of 0600 until 21*00, after 
which time, one man was le;ft on watch and mould employ any or all 
cameras if necessary« In the event that more help was considered 
necessary, one or more of the remaining three photographers would 
be called to assist« Almost every night these men had to be 
ordered to go off watch and turn in. Their enthusiasm was so 
great, that they insisted on staying on deck constantly« 

The arrangement of coverage on the MOUNT 0LTMPÜ3 and 
NORTHWIND constituted excellent long distance team coverage for 
photography as it afforded reverse angles in the difficult 
problem of filming the story of the icebreaker clearing a path 
for the other ships, and the method of extricating ice-bound 
ships from two  angles. 

Both still and motion pictures were made of difficulties 
surrounding the experiences of the submarine SENNET and its 
eventual enforced retirement from the Task Force« Reverse angles 
were obtained from each ship, that is from the NORTHITEND and the 
SENNET. It is believed that every conceivable phase of the ice 
pack transit of the Central Group was thoroughly photographed« 
A boom was rigged over the side to obtain a better view of the 
bow of the icebreaker in action cutting a path through ice, so 
thick that often the KORTHWIND would "stall". 

Ik  January 19U7, the Central Group ships broke into 
navigable waters of the Ross Sea. The Flag returned to the 
MOUNT OLYMPUS late in the afternoon of the llith. All exposed 

film was taken to the MOUNT OLYMPUS for packing and shipping 
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at the first opportunity^ The next day, the Itotion Picture 
Officer, one irmy camennan, and one still ffhotographer 
ret\imed with RAdm Cruzen and others of the Staff to the 
NORTHWIND to enter the Bay of Whales. This proved to be one 
of the most singular tasks of the entire trip for the NORTK- 
WIND and consequently, afforded excellent photographic 
subjects» The bay was frozen over solid with bay ice, ranging 
from five to ten feet thick. The NORTHWIKD began the task of 
breaking and clearing out huge sections of this ice to afford 
the Central Group's ships ample space to enter the bay and moor» 
The first party on the ice consisted of four staff and Observer 
Officers from the MOUNT OLYMPUS. These officers were photo- 
graphed as they left the NOHTHWiND for the shelf ice in search 
of a suitable site for a landing strip and camp» Three aerial 
(helicopter) flights were made on this date, from which both 
motion and still pictures were taken of the entire area as well 
as showing the NORTHWIND breaking up and clearing the ice out of 
the Bay of "Whales» Also, one MOUNT OLYMPUS photographer and 
three BOBTHSflND phD to graphers went onto the bay ice and photo- 
graphed the landing party as well as the actions of the NORTH- 
WIND clearing the bay of ice.  On ihe  evening of the 17th of 
January, the NORTHfflNI) had the Bay of Whales sufficiently cleared 
to permit the YANCEY to enter and moor without incident« 
Consequently, the Staff Photographic Officer, the Motion Picture 
Officer, and eight photographers transferred from the MOUNT 
OLYMPUS to the YANCEY for this operation« These eight photographers 
and ttiD officers covered many aspects of operations on the ice 
with motion and still pictures from 17 January to 6 February, 
when some of them were shifted from the camp  site to the ship in 
order to evacuate the MOUNT OLYMPUS, YANCEY, and MERRICK from the 
Bay of Whales and the Ross Sea before freezing conditions became 
serious. 

In discussing briefly the personnel for this operation, 
it is pointed out that the number of personnel was far below that 
which the motion picture coverage required. These men, operating 
under extremely adverse field conditions, put in consecutive 
working hours which would ordinarily require two and one half 
times that number of men employed under average conditions. Thirty 
consecutive hours without rest was not unusual, with a maximum 
of fifty-six hours recorded for one CPHOM and fifty-two for one 
PHOMl. Because of the long hours, the cold and fatiguing conditions, 
after photographers had willingly and voluntarily remained on the 
job, thair efficiency was somewhat diminished after the first 
twenty-four hours. When men became fatigued so that results of 
achievements might be affected, they covered activities of less 
importance and a photographer more refreshed, when available, 
assumed the duties of the first cameraman. To the reader who 
may not be familiar with the numerous and simultaneous projects 
requiring motion picture photography at the Base and vicinity, 
it might be surmised that the eight men and two officers would 
be sufficient for covering all operations without working 
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so many consecutive hours. However, because of working under 
normal factors of Antarctic conditions, such as; low temperatures, 
lack of communications, scarcity and slowness of transportation, 
the rapid development of engineering and technical projects in 
widely separated areas, the photographic personnel, in order to 
obtain sequence and continuity were required to be on the alert 
and patrol the entire area continuously, much in the manner of 
an established sentry patrol, Ooupllng the above with the fact 
that continuous daylight prevailed, and that part of these men 
were shooting still pictures and parallel coverage when possible 
with both 16airu Kodachrome and 35nBni. black and white pictures, 
it can be readily understood that a shortage of personnel pre- 
vailed. It must also be kept in mind that an effort was main- 
tained to record all motion picture coverage from the  standpoint 
of obtaining news reel footage where applicable and feature 
production and technical information on all footage« All motion 
picture coverage was made from all three standpoints. The 
results of this endeavor wil.1 be interesting, especially when 
viewed from the fact that these photographers had, at the beginn- 
ing of the operation, only elementary knowledge of motion pictures» 
Although it is to be hoped that the objectives were attained, the 
important part at this time is the fact that these men shopred 
keen interest, personal initiative, and pride of profession in 
their voluntary willingness to forego sleep and rest so that no 
desirable notion picture footage Tfould be lacking upon completion 
of this Operation« The admirable characteristics shown by these 
men are worthy of the highest praise. 

m  MOTION PICTURE FIIH 

The bulk of the motion picture film ordered in October 
19U6, was not received until delivery was made via the 
PHILIPPINE SEA and NORTHWIND, arriving in Little America 31 
January 19h7»    The enforced conservation of the 100 ft. stock 
up to this delivery date will be evident in the scarcity of 
scenes and the shortened sequences in the former and the lack 
of general quality of exposure of the hOO ft. stock of high 
speed film. These could cause the final production to be some- 
what inferior in quality production than was anticipated. 

The amount of motion picture film left at the Base seems 
so excessive that it is felt necessary to include the following 
information. The Central and Eastern Groups left Norfolk without 
receipt of any 35imiu by I4OO ft. motion picture film. However, the 
Central Group received 206 rolls of speed group 100 instead of 
speed group 50 via NATS in the Canal Zone, which was equally 
divided with the Eastern Group. The Chief of Photographic Services 
was imBediately requested to send additional nction picture film 
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to  all groups via the PHILIPPINE SEA which was to  depart Norfolk 
in early January.    Again speed group 50 was requested,  because 
the  Central    Group did not have neutral density filters  to use 
with speed group 100,   and it was doubtful if either of the other 
groups did.    An excessive amount of 35miru by I4OÜ ft.   speed group 
100 was  received by the Central Group.    Ail speed group 50 
received via the PHILIPPINE SEA was used,   except the 30 0 ft.   rolls. 
Consequently,     the following listed film was left at the Base 
because of lack of transportation: 

U26    rolls iiOO»  by 35imn. Speed group 100 
91    rolls 200« by 35fflm« Speed group 100 

188    rolls 200»  by 35inm. Speed group    50 

XXVI SUPPLY 

The inability to deliver quantities of sensitized stock 
on sixty days' notice indicates that, since the cessation of 
hostilities, such stock is probably not accumulated in large 
anüunts as was the case during the war. Therefore, it is 
recommended that, when possible, more time be allowed Supplying 
Agencies in accumulating and delivering stock to peace time 
operations of such wide scope as Operation HIGHJUMP« 

XXVII MOTION PICTURE CAMiHAS 

Only one of five (5) Eyemo cameras performed adequately 
in temperatures below plus ten degrees Fahrenheit, and this one 
(1) failed to operate at about zero degrees Fahrenheit. The 
primary difficulty experienced, with the exception of temperatures, 
was not new or indigenous to Antarctic conditions. On this 
operation, as well as many others, it has been found that the 
35mm. Eyemo collects an excessive amount of emulsion on the pressure 
plate, resulting in "emulsion scratches" and the slowing and 
choking down of the cameras. It is understood that the Bell and 
Howell motion picture company has manufactured a new type pressure 
plate wnich eliminates this trouble«  It is recommended that, if 
available, these plates be supplied to all ships and stations 
now using 35mii:. Eyemo and that future camera issues carry this 
special plate. 

XXVm  BASE CAMP PHOTOGRAPHIC HEADQUARTERS FOR USE IN THE ANTARCTIC 

The Base camp headquarters for the Central Group 
on Operation HIGKJUMP consisted of two (2) tentn; one seventeen 
(17) ftd by twenty (20) ft., wall tent used as an operational 
tent, and one (1) fourteen (Hi) ft. by fourteen (lu)  ft. wail 
tent used as a storage tent only. The main value of getting 
material under housing is to prevent digging it out of drifted 
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snow every time something is needed which causes a loss of 
time_, £ groat anount of urniGCossary \vor!', and a possible loss 
of valuable material« 

The following is a description of a serviceable photo- 
graphic headquarters storage and working space for a unit on 
the ice where it is necessary to use tents♦ One (1) twenty 
ft, by forty ft»,(20« x UO«) circus type, three pole tent, with 
two layers of flooring and about ten (10) inches of air space 
between them for better heat insulation.  The walls of this 

tent should have two by four inch skeleton bracing completely 
around the inside of the tent, high enough from the floor, about 
four (h)  feet, to install one width of plywood« This skeleton 
bracing and plywood liner is necessary to brace the tent and 
also serve as ai insulator against cold« There should be a 

false ceiling constructed of unbleached muslin or similar material 
Installed in the tent to s erve as a light and heat reflector, as 
well as an insulator« An entrance should be constructed at each 
end of the tent« One end of the tent to be used for camera 
storage, the center for film and miscellaneous equipment, and 
the other end to be utilized as a work-shop and dark-room. The 
latter section is the only section to be heated. The dark-room, 
about six (6) ft, by ten (10)ft. can be constructed on one side of 
the room and the work-shop on the other. A larger, but the same 
type of Btova as used on Operittion HIGHJUMP, should be installed in 
this end.of the tent. The necessity for a larger stove is not only 
for adequate heat for comfort, but also for holding a container 
large enough to melt snow to obtain water for the dark-room 
processing. This will facilitate a better and more thorough 
coverage of all photographic coverage projects. A 15 KWf 110 Volt 
generator is also necessary for a unit of this type, not only 
for lighting, but to furnish power for shop tools, film dryers, etc.. 

SS  PHOTOGRAPHIC TRANSPORTATION IN ANTARCTICA 

A photographic unit based on the ice, as was that of 
the Central Group on Operation HIGHJUMP, should be equipped 
with transportation, independent of the regularly assigned 
transportation unit. The field of coverage is so great and the 
necessity of having photographers in several places at once, 
makes transportation as important to a base photographic unit 
as its cameras. 

The first day on the ice, the photographic unit was 
fortunate enough to secure and retain a Weasel for transportation, 
with the exception of one week, for the entire operation. There 
were only eight vehicles for personnel on the operation* After 
several of them had broken down, it was necessary to recall all 
vehicles and enter them into a transportation pool with assigned 
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I 
drivers.  It was then up to the photographic Officer to try 
to anticipate the necessary photographic coverage for twenty- 
four hours in advance in order to insure transportation at 
the proper time» As a result, there were several important 
events that had to be reenacted in order to get the necessary 
coverage, causing hardship for all concerned» 

After the ships of the Central Group had left the Bay 
of "Whales enroute to Scott Island, the transportation problem 
eased up again, and the photographic unit was again fortunate 
in securing transportation« The photographic work progressed 
with greater efficiency and a greater field of coverage was 
obtained in general© 

The type of vehicle used on Operation HIGH JUMP for 
personnel transportation and light cargo, was the Amy "Heasel*1 

Specification M290-Cargo Carrier (refer "War Department Technical 
ManualTS9-772). This type vehicle proved highly satisfactory. 
Photographic coverage as obtained would not have been possible 
without the "Weasel. 

(a) A 35mm. Mitchell Tripod was mounted on the front of the 
Weasel affording camera elevation of about ten (10) feet from 
the surface of the snow. With the Mitchell mounted in this manner 
it not only afforded better coverage because of the elevation, 
but far greater coverage in a large field of activity by being 
able to move the "Weasel with the Mitchell camera in a mounted 
position. Although the "Weasel is an excellent vehicle for an 
operational photographic unit in the Antarctic, it is recommended 
that the following modifications be made: 

(a) Install a solid top to accommodate a working space 
for a motion picture camera and operator. 

(b) Remove all excess gear from the inside of the cargo 
compartment and install racks for spare film and cameras. 

(c) Install a magazine loading dark-box on the engine 
cover to accommodate magazines as large as the K-18. ^he door 
of this box should open outward to facilitate using the box 
while standing alongside the Weasel. 

(d) 'Install a 12 volt battery with generator, powered by 
the Weasel engine, with outlets enough to accommodate at least 
two cameras* 

(e) Install a 5 KVA generator on the stem deck for 110 V. 
AC to accommodate the high-speed camera raDtor and facilitate 
using several lights for interior motion pictures inside of tents, 
buildings, etc., where no other power is available. It is strongly 
recommended that at least one, and if possible, two of these 
vehicles be assigned permanently to any photographic unit that is 
based on ice for operations. It is also recommended that each of 
these vehicles be equipped with the Army M-l, one (1) ton cargo sled. 
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UX      REPORT ON SUB-ZERO OPERATION OF CAMERAS 

(a) K-17 6 inch  (Trl-metrogon) 

The type cameras used in the RJLiD aircraft for 
reconnaissance survey were new and unused»  The cameras were 
received in Norfolk; checked, cleaned, de-lubricated, and re- 
lubricated with a limited amount of AN03A grease and AN-0-6A 
oil« One shim was removed from the armature shaft of the case 
drive no tor to give more clearance between the end of the 
armature and housing. This was done to prevent binding when 
operating in sub-zero weather, as two different types of metals 
contract different amounts. This proved highly successful as 
no malfunctions occurred in the operation of case drives. The 
shutter wind and trip lever coupling assemblies were not checked 
for clearance between coupling shafts and housings, and as a 
result, several of these assemblies froze up at sub-zero temp- 
eratures *    In some instances, the shutters slowed down to a 
speed of approximately one (1) second. This difficulty was over- 
come in every camera as it occurred at the Base, by removing the 
shutter wind and trip lever coupling assemblies and increasing the 
clearance between the coupling shafts and housings by using 
emory and crocus cloth. Ai*ter increasing the -working tolerances, 
the cameras operated perfectly at minus forty (-1|0) degrees 
Fahrenheit, Because of the lack of shop facilities and sufficient 
personnel, it was impossible to prepare all of the cameras as 
mentioned above after the first malfunction; consequently, there 
were recurrences of slow shutters. 

It is recommended that norking tolerances of close-fitting 
moving parts of cameras of this type be made larger when they 
are to be used in sub-zero temperatures; and that cameras be 
de-lubricated and re-lubricated with a minute amount of ANGI-3A 
grease and AN-0-6A oil. If old, well-worn cameras are used, all 
that is necessary is to remove one shim from the BID tor armature 
shaft and re-lubricate with a slight amount of the above specified 
grease and oil. 

(b) K-17 12 inch 

The K-17 12" cameras were old and well-wm when 
received but after being placed in service,  cleaned;  de-lubricated 
and re-lubricated with a slight amount of ANG-3A grease and 
AN-0-6A oil,   they operated perfectly at the lowest temperature 
encountered (-LiO) degrees Fehrenheit. 

(c) F-Sö 6^ inch (hand-held oblique) 

After receiving  these cameras in Norfolk,   they 
were cleaned,  de-lubricated and re-lubricated with a slight 
amount of ANG-3A grease and AN-0-6A oil,  after -which they opei>- 
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ated perfectly both on the surface and in the air, 

(d) GPKMT.IN RECORDER  (F-S6 20in.   cone and drive with 
F-56 8inlens) 

These cameras were assembled and installed by the 
Assembly and Repair Department ^t Naval lir Station, Norfolk, but 
were not checked or re-lubricated by this unit, because they were 
reported to have been made ready for sub-zero temperatures. The 
only malfunctioning was the shearing of the taper pins in one (1) 
shutter spring assembly« It is not known if this was caused from 
continued use or the possibility of a freely-moving assembly 
working against a slightly-bound assembly caused by sub-zero temp- 
eratures. It is believed that the taper pins had cryatalized. 

(e) F~36 Magazines 

These magazines developed the following malfunctions; 
(1) One (1) magazine was found to have been received on board one 
half (i) turn out of time; resulting in no vacuum at the time of 
exposure. 
(2) One (1) magazine was returned from a flight with a sheared taper 
pin in the take-up assembly» 
(3) Another magazine sheared a stud in the spring clutch assembly. 

(f) Aerial Cameras - General Recommendations for. 

It is strongly recommended that all serial cameras, 
regardless of type, when they are prepared for use in sub-zero 
temperatures, be given greater working tolerances between close- 
fitting moving parts especially where two (2) or more different 
types of metal are working together. This conclusion was derived 
from the fact that the only malfunction caused directly by low 
temperatures, was with the new cameras, -which in this instance, 
was the K-17 6 inch camera. Til other cameras were old and had 
been used extensively and all close-fitting, moving parts were 
worn enough to permit free operation; consequently, they did not 
freeze up in sub-zero temperatures. 

XXXI  STILL GAMBBAS 

(a) Speedgraphics (U x 5 ) 

These cameras proved very unsatisfactory in low 
tenperatures. At plus ten (10) degrees Fehrenheit, the shutters 
became sluggish, and to make them function, it was necessary to 
advance the shutter speed selectors to 1/400 sec. to obtain a 
working speed of approximately 1/75 sec. The focal plane shutters 
of these cameras operated efficiently at zero (0) degrees Fahrenheit 
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but at any lower temperatures, the efficiency dropped 
considerably.  It is strongly recom.ended that a special 
camera, similar to the combat graphic be designed with the 
following shutter features for use in an Antarctic operation : 

(1) A shutter designed with as few working parts as possible«. 
(2) Shutter speeds of 1/50, x/ioO, 1/200, and 1/kOO  of a second, 

are all that are required in an Antarctic operation« 

It is believed that a very successful design would be 
a shutter similar to one in some box cameras with a strong 
enough scissor spring to operate the shutter at l/liOO sec. and 
a retard pallet as in the aerial camera shutter to reduce speed 
to 1/200, 1/100, and 1/50 soc. This type of shutter nould also 
eliminate the cocking mechanism« A contact point flash synchro— 
nizer could very easily be adapted to this type of shutter» 

(b) Graflex 

The operation of the focal plane shutter typo 
camera could be used in sub-zero weather if stronger springs 
were used for curtain and tension springs although the no re 
versatile speedgraphic with the shutter recommended in the 
previous paragraph, would be all that would be necessary for 
a ii x 5 camera» 

(c) Kodak Medalist 

This type camera was not used extensively, except 
by one photographer, who used it for all stills. The Medalist 
proved very satisfactory at the lowest temperature (-^^F.) 
encountered on the ground at the Base» The Medalist is a fine 
supplementary still camera and could be given to trail parties 
and other activities to cover events where photographers could 
not be present. It is suggested that the Model Two (2) be 
used however, as the improvements in this camera make it more 
defirable than Model One (1)» 

(d) Kodak "35,t 

The Kodak "35",  although not very extensively 
used,  proved to be, like the Medalist,  a haidy still camera for 
those other than official photographers for B&W and color;  and 
a very handy cover-up color camera for an official photographer 
to carry when shooting B&ff stills. 

XXXII      MOTION PICTURE CAMERAS 

(a) 35mm« Mit-chell 

The only malfunction of this  type camera was in the 
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large new type 12 volt Mitchell motor.    This motor irould only 
operate  the camera from 12  to 18 frames per second at temp- 
eratures of plus fifteen  (15)  degrees  Fahrenheit,    It is 
strongly recommended that the small old type 1LJ volt Mitchell 
motor be used in sub-zero weather«    This motor operated the 
Mitchell camera efficiently at the lo-west temperature encountered» 
The friction head tripod is not satisfactory for sub-zero operation. 
It is  recommended that the gyro head tripod be used. 

(b) 3$inm,  Eyemo 

These cameras proved very unsatisfactory for sub- 
zero operations. At temperatures as high as plus fifteen (15) 
degrees Fahrenheit, they would not operate at 21} frames per 
second, and eventually stall completely, 

(c) l&Dm» Cine Special 

This camera v.as not satisfactory in sub-zero 
temperatures since it began to slow down at minus three (3) 
degrees Fahrenheit,    It is recommended that this camera be 
fitted with a turret-head to accommodate at least three  (3) lenses, 
and a 12 volt laotor for power inste-a of the spring, 

(d) 161001» Bell and Howell Auto-load Speedsters 

The auto-load had a tendency to freeze up at 
the lower temperatures, but could be relied upon for efficient 
operation at minus fifteen (15) degrees Fahrenheit,    They proved 
to be highly successful "c^iick fill-in" 16mm,  cameras, 

(e) Recommendations for Motion picture Cameras 

For sub-zero operation and for a wide field of 
coverage, -when transportation is at a premium as it was on 
Operation HIGH JUMP,  it is highly recommended that a small 
portable 12 volt motor drive,   quick-load,  magazine type 35nim,  camera 
be designed to accommodate at least 100 ft. of filnu    It is also 
recommended that this quick-load magazine be designed similar to 
the auto-load Speedster or the Cine Special,  so that it would not 
be necessc'iry to thread film into the camera in sub-zero temperature, 

XDCm      SECURITY OF EQUIPMENT AND MATERIAL 

The proper security of valuable cameras,  film, 
and material,   constituted a major problem in the Antarctic, 
The best security possible on Operation HIGHJUMP was a storage 
tent with a door which was kept locked,   and this was not adequate 
security.    Before the erection of the tent,  material was usually 
stored in a cache on the ice which afforded no security whatso- 
ever.     Consequently,  photographic material and equipment was found 
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crxjkcii into on several occasions, and a portion of it was 
missing. On future operations, it is suggested that strong- 
boxes be constructed for each photographer« Equipment and 
material could be ■'soued and stowed in the strong-box before 
landing on the ice© Of course, it would be very important to 
erect a tent or other proper shelter as soon as possible for 
storage of these boxes and for operational conveniercc against 
blizzards and drifts. Kits similar to cruise boxes should be 
constructed for storage and security of film when it is issued, 
and later when it is exposed» 

miV  RAD1R CAMERAS 

Radar cameras were distributed to the following ships 
of Task Force Sixty-Eight for obtaining photographs of wsather, 
icebergs, and other obstructions to navigations 

U.S.S. MOUNT OLYMPUS {AGO-8) U.S.S. HENDERSON (DEW^; 
Ü.S.S. CURRITÜCK (AV-7 ) Ü.S.S. BRÖVraSON {DD-868) 
Ü.S.S. PINE ISLAND   (AV-12) Ü.S.S. SENNET (SS-U08) 
Ü.S.S. GANISTBD      {AO-99) Ü.S.S. BURTON ISLAND (A0-Ö8) 
U.S.S. CAGAPON      (AO-52) U.S.C.G.C. NORTHWIND (IIAG-282) 

XXXV  TECHNIQUE AND HINTS ON GAMBIA OPERATION 

(a) Never breath on lenses, as breath   will condense 
and freeze and it is very difficult to remove ice satisfactorily 
in sub-zero temperatures. The same precaution applies to eye- 
pieces and focusing screens. Torm the habit of breathing through 
the mouth when using a Graflex and keep the mouth outside of the 
hood« It is very difficult to clean a lens outdoors in the normal 
manner, as heat transmitted from the hand through the lens paper 
causes condensation and icing of the lens surface« The hand 
should be insulated with a mitten when cleaning a lens in sub- 
zero weather. 

(b) Never take a warm lens out to photograph a blizzard 
or snow storm as the drifting snow will melt upon contact with 
the warm lens surface. If a cold lens is used, the snow will 
bounce from the surface and cause no ill effects whatever« 

(c) AH diaphragm leaves must be free of oil and grease 
and the index control ring should be made as free as possible. 

(d) It is best to keep all of the cameras for outdoor 
use stored at outside temperatures. In sub-zero weather, if a 
cold camera is taken into a warm building, condensation will 
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immediately form.  Considerable time is required for thawing 
and drying before it may be used again, either inside or outside. 
If a camera must be taken indoors, it should be insulated to 
permit a gradual thairing« On the other hand, no harm is done by 
taking a wann camera outdoors if there is no drifting snow or 
snowfalle 

(e) Keep bare skin of face and fingers away from the 
unpainted metallic surfaces of cameras in sub-zero weather» 

XHVI  PUBLIC INFORMATION PICTORIAL SUMMMg 

Following the issue of the Navy Department press release 
announcing the 191*7 Antarctic Development project, an invitation 
was extended by the Pictorial Section of the Office of Public 
Information to all  the major still picture outlets to participate 
on either individual or pool basis» At the time, the Motion 
Picture Section invited all major newsreel companies to send 
representatives» In view of the extended period of the Operation 
and the expense of maintaining a representative in the field, 
none of the still or motion picture companies elected to participate» 
There was general agreement among the companies that extensive 
Navy plans to cover the Operation eliminated competitive advantage» 
Metro-Goldwyn-Mayer expressed an interest in making a feature or 
featurette from Navy footage« Mr, Fred Sparks performed a dual 
function as reporter and photographer for Colliers and Look 
Magazines, but his status aboard was that of a correspondent» 

Complete working-press still and motion picture coverage 
of pre-departure and departure activities of the Task Force was 
obtained» Special Navy coverage was requested and supplied» 

Enroute Panama, ships of the Central and Eastern Groups 
were requested to obtain as many candid portraits and individual 
action close-ups of key officer and enlisted personnel as possible 
prior to arrival» Approximately three hundred fifty of these 
plus a selection of pictures of general news interest were forwarded 
by air to Washington, for hometown and general release, from Panama. 

Enroute back to the U.S., prior to arrival in Panama, 
a three-hour daily, except Sunday, radiophoto schedule was 
initiated with Washington and maintained, except for occasional 
lapses due to atmospheric conditions until 6 March» Radiophoto 
units in San Francisco, Honolulu, and Guam participated in the 
schedules and frequently relayed pictures to Washington, when 
conditions precluded direct contact» A total of one hundred ninety 
pictures, which are in effect, a picture history of the highlights 
of the activities of the Central Group of Task Force Sixty-Eight, 
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were transmitted during this period. This fjgure is broken 
dbmi by months: 

Decenber - 62  January - 73 February - 1^8   March - 7 

To expedite reiease to the public, ail films ^ still 
and motion pictures in black and white and color, exposed up 
to the time of the arrival of the U.S.S« PHILIPPINE SEA. in 
the vicinity of Scott Island was placed aboard that carrier 
for return to the United States. This shipment included 
photography from all units of the Task Force. A complete 
file of all radio photo prints transmitted up to that time was 
forwarded also, so that transmission quality could be judged, 

in the course of the Operation, advantage was taken 
of occasional rendezvous of units from different groups to 
affect the transferring and forwarding of pictures to the flag- 
ship for radio transmission. Pictures of the PBM crash 
survivors and of a helicopter mishap are cited as examples» 

On the r etum voyage, picture releases were prepared 
and issued at the two ports of call, Wellington, New Zealand, 
and Panama. 

More than ii,000 contact prints, representing the 
black and white still coverage of the Operation were mounted 
on fil# cabinet site cards, captioned and classified by subject 
by the photographic staff» This is regarded as an ideal presentation 
of photographic material for quick inspection» This file was 
flown to Washington from Panama to facilitate screening by the 
working-press. A selection of approximately four hundred contact 
prints were supplied the Pictorial Public information Officer 
and will be made into a similar file for permanent retention in 
the Office of Public Information. 

mvu FUM 

(a) Motion Picture 

Brittleness of film from cold and dehydration 
necessitates extreme care when loading and threading a motion 
picture camera. If the camera is not loaded exactly right, the 
film will break. 

There is a tendency to load and thread a camdra rapidly 
because of the necessity to use bare hands, and this is 
conducive to carelessness. It is desirable to use skin-tight, 
cotton, silk, or rayon gloves for loading, as they will prevent 
the skin from adhering to the unpainted metallic parts. They 
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offer very little protection from cold and until the cameraman 
becomes proficient at speedy loading, he -will have to stop 
several times to warm his hands. 

Because of dehydration, it is best not to load an 
excessive amount of filn in advance. It should remain in sealed 
containers as long as possible. 

There is no apparent loss of emulsion speed because of 
coldo 

(b) Film Pack 

Film pack is the ideal film for professional size 
still photography, More of it can be carried, and it is more 
readily loaded and unloaded than cut film, With very little care 
in pulling the tabs, no breakage will occur. The film packs 
should be sealed about six (6) to a package in an airtight container 
to prevent dehydration until immediately before using. Another 
good feature about film pack is that each sheet is numbered, which 
facilitates identification from written references after it is 
processed. Cut film does not always bear sheet numbers* The 
greatest disadvantage of cut film is the fact that it may become 
necessary to unload and reload outdoors in a changing bag, which 
is most miserable when the temperature is minus thirty (-30) 
degrees Fahrenheit or colder* This kind of loading operation 
once started, has to be completed before the hands can be warmed» 
After several loadings of cut film, under these conditions, there 
will be no skin left on the finger tips from handling the un- 
painted steel film septums. 

(c) Exposures 

The amount of actinic light is very deceiving, 
and normal exposure is almost impossible without a light meter. 
There is much more reflected than incident light on an over- 
cast day on the shelf or bay ice. This is because the bottom 
of the overcast is white and reflects most of the light back 
to the surface again. 

On clear days a higher light meter reading is obtained 
from the snow surface than from the sky. It is impossible to 
obtain a reading with a Weston or General Electric dieter by 
pointing it at the snow surface, unless the sun is lower than 
about ten (10) degrees altitude. The indicating needle on these 
meters will swing completely off the scale when they are pointed 
at the white surface, if the sun is higher. It has been found 
that a normal reading may be obtained when the meter reading is 
taken in a shadow on the surface on a sunny day, and from the 
object to be photographed on an overcast day. For further 
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information on an overcast day,   see Appendix I in this report» 

XXXVIII ANTARCTIC LIGHT 

(a) Color Temperature 

To determine the color temperature of light in 
the Antarctic under various light conditions, a Harrison and 
Harrison Color Temperature Meter was used, and both Ansco color 
and Kodachrome film was exposed using various correction filters. 
Considerable information should be gained when resulting trans- 
parancies are compared with the meter readings obtained to 
determine the composition of the spectrum in Antarctica. 

(b) Ultra-violet 

Several tests were made to determine the amount 
of ultra-violet light over the continent« All film exposed for 
these tests has been returned for control processing and when 
resulting negatives are compared with collected data, it is 
anticipated that the amount of ultra-violet light in the spectrum 
will thus be detennined. 

XXXIX TASK FORCE PHOTOGRAPHIC ACCOMPLISHMENTS 

Central Group 

35mm» black and white motion picture footage taken. 
16!Dm. Kodachrome motion picture footage taken. 
Black and white stills. 
Color stills. 
Aerials 

Western Group 

35iniiu black and white motion picture footage taken. 
16mm.  Kodachrome motion picture footage taken« 
16mm. black and white motion picture footage taken. 
Black and white stills. 
Color stills. 
Aerials 

Eastern Group 

35mm. black and white motion picture footage taken. 
l6mQ«  Kodachrome motion picture footage taken. 
Black and white stills» 
Color stills 
Aerials 

120,700 ft. 
m,uoo ft, 
3,iai4 
1,000 

hi, ooo 

25,250 ft. 
19,600 ft. 
1,500 ft, 
1,69U ft, 

hÖ6 
50,559 

27,U00 ft, 
7,550 ft. 
1,263 

113 
8,298 
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In addition to the above, one or more prints were made 
from all negatives« 

All motion picture footage has been screened, ident- 
ified, and filed at the Naval Photographic Center, Naval Air 
Station, Anacostia, D.C«. 

All still negatives, except those made by Coast Guard 
personnel on board the U.S.C.G.C« NORTMIND, have bean placed 
in the Bureau of Aeronautics files at the Naval Ptio to graphic 
Center, The negatives made by the Qoast Guard are on file at 
U#S» Coast Guard Headquarters in the Treasury Building, 
Washington, D.C.» 

Aerial survey negatives are on file at the Naval 
Plio to graphic Center. 
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JLPPENDH I 

WHITE DAYS 

The so-called "white daTS" exist in the Antarctic over 
the ice on days nhen it is overcast» On these days it is 
impossible to distinguish any irregularities on the surface, 
no matter how irregular they may be, unless there happens to be 
discoloration, which sometimes exists in pressure ice in a bay 
area, caused by algae or diatones prevalent in sea ice and in 
some pressure ice in the various bays. Another good name for 
these overcast days for the surface travelleris "stumbling 
days". On these days, a foot traveler without skis wili stumble 
over the slightest irregularities, such as sastrugi which is 
usually plentiful, especially on the barren and otherwise smooth 
surface of Shelf or Plateau Ice. 

These white days are most disappointing to the photo- 
grapher» It is impossible to photograph the surface on a 
white day» Photographs made of persons or objects on such days 
give the illusion of the subject hanging in space, or of a 
print that has been thoroughly bleached except for the subject 
which is darker than the surrounding and background territory» 

There are no conventional size objects on the Antarctic 
Continent when one is away froni the Base, such as telephone 
poles, fences, trees, etc», to lend scale to a photograph» This 
also lends to the confusion on a white day. 

After some thought on the subject of white days, there 
is no mystery involved whatever» The reason one cannot see the 
surface is simply because there are no shadows. The surface is 
all one color, white« Unless there is undiffused sunlight to 
cause the irregularities on the surface to cast shadows, the ice 
surface cannot be seen. Just imagine a large white enclosed 
area, say a hundred feet square with one slightly raised area 
in the center about one foot high, and ail of the illumination 
is from above and it is evenly distributed and  diffused» The 
raised portion will not be perceived by sight and it is impossible 
to show the raised portion photographically» One might say it 
could be done if the observer were at a low enough angle. However, 
extend the white area upwards now several feet high, and then it 
resembles a white bowl of milk and the raised surface still cannot 
be seen. These white days are disappointing to the novice 
photographer, for at first he will try to make his prints darker 
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until finally they are almost black, and invariably a dirty- 
white, gray looking print -will result in trying to obtain 
detail« The photographer has been taught that there must be 
detail or it is not a photograph» He is also taught (except 
for color photography) that photography is "Highlights and 
Shadows"« All this may be temporarily forgotten when trying 
to photograph the surface of an ice sheet on an overcast or 
"white day". 

One of the best illustrations of this is from an 
aerial photographic mission made with tri-metrogon cameras 
by a plane of Operation HIGHJUMP, numbered Flight Hi, over 
the Ross Ice Shelfw The Ice Barrier occasionally appears 
in some photographs (The Barrier is the front or cliff of 
the Ice Shelf). But, in the photographs in which only the 
ice shelf appears, it is all white, with no detail whatever, 
and it is truly a darkroom technician's dilemna. This 
particular roll of negatives were printed and reprinted several 
times and then finally given up as being "just no good", when 
in reality, several good sets of prints had been obtained of 
the entire roll. Fortunately, the Staff Photographic Officer 
happened to enter the laboratory when the whole crew had given 
up in thorough disgust and informed them that they had some 
excellent photographs taken on a white day. 

Another unusual thing about a white day (overcast), 
is the fact that there is more light prevalent on the surface 
than there is on a clear, bright, sunshiny day, when the sun is 
at an equal elevation. This is a fact that is readily observed 
by a photographer using an exposure meter» 

The reason for this is understood after some thought. 
Light penetrating through the overcast and striking the white 
surface is almost entirely reflected back by the white snow surface. 
After being reflected by the snow, the light is reflected by 
the white bottom of the overcast back to the snow surface. This 
action is repeated over and over again, thereby, building up the 
intensity of light until it reaches a maximum. 

On Operation HIGHJUMP an attempt has been made to measure 
this build up. An exposure meter was used to take hourly observ- 
ations on the ice shelf, simultaneousxy with readings taken in 
the vicinity, just outside of the Bay of Whales, over the Ross Sea, 
The reason is that those made over the sea water will indicate 
less light intensity because the dark sea will absorb most of the 
light; whereas, just the opposite is the case over the ice shelf. 
A comparison of these intensities Trill show the amount of build- 
up. As yet these readings have not been compared to measure the 
exact difference of intensities but, a difference definitely 
exists. There is more light on an overcast day on the ice in 
Antarctica than there is when it is clear and unlimited. 
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APPENDIX II 

ROSTER OF PHOTOGRAPHIC OFFICERS 

Lt. C.C. SHIRLEX 177266 USN Officer in Charge Photography 

Lt, A.E. STEIN USNR 

Lt. E.C, BRAUER USN (ret.) 

1st. H.H. ANGLIN 012189 USMC 

Lt. (jg) R.C. Tim    USN 3195i47 

CHPHOT E.F. MASHBURN USCG 

Lt. E.P BROWN USN 309612 

CWO R.L. CHAPFEL USMC 

CHPHOT H.D. FORD OSN 31967Ö 

Photographer RiiD and Central 
Group 

Photographic Historian 

Motion Picture Officer 

Photographic Officer CTG 66#1 

Photographer Officer NORTHWIKD 

Photographic Officer CTG 68*2 

Motion Picture Officer CTG 66»2 

Photographic Officer CTG 68,3 

ROSTER OF PHOTOGRAPHERS 

Central Group 

BÖWE, O.F. 202 02 12 CPHOM 
WEED, A^E. 380 83 21 CPHOM 
JOHNSON, E.E. 266 21 36 CPHOM 
HUFNER, F.G., Jr.268 76 63 CPHOM 
KAYDEN, L.H. 263 56 79 PHOMl 
TURNER, W.R. 262 96 93 PHOUl 
MALONE, T.K. 267 29 63 PHOMl 
SWAIN, K.C.  723 06 08 PHOMl 
TEIOAN, B. (N)362 81 58 PHOMl 
NAWODYLO, W.H.300 75 06 PHOMl 
R12Z0LLA, LÄM.ii02 59 71 PHOMl 

MCDONALD, W.L. 372 30 07 PHOMl 
MEDING, J. (N) 300 95 23 PHOMl 
PETERSON, R.F. 607 Sh 69 PH0M2 
SACK, N.F. 300 19 50 PH0M2 
ZD^MERMAN, P.R.655 69 56 PH0M2 
GILLASPI, J.L. 557 UO 29 PH0M3 
GORDON, CD. 623 U3 15 PH0M3 
POLLACK, J.M, 567 35 07 PH0M3 
WALTERSDORF, J.M. 13052217 USA CORP. 
SHIMBERG, J. (N) 12103976 USA CORP. 
BALDWIN, G.E. 92h5U7 USMC SOT. 
JANSSON, C.L. USMC 278U37 M/SGT. 

U.S.S. BURTON ISLAND (AG"G8) 

COPE, H.F. 891 31 19 

U.S.C.G.C. NORTHWIND (1AO-282) 

SHELBY, A.D. 
EICHORK, D. (N) 

382 UO  98 

PH0M3 

PHOMl 
PH0M2 
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WESTERN GROUP 

 AJ 0, (N) 381 22 20 
GOSSAPD, G.C. Jr. 380 90 93 

265 80 85 
U12  13 01 

McGHADY, E.D. 
HARGREilVES, R.B, 
DIB&LMAN, E.D. 
BIAKENEY, A.A. 
WHITNEY, I,A. 
PIDGBON, E.G. 
MOHAUPT, H«£« 

356 69 80 
Uli 13 27 
338 02 61 
329 02 61 

CPHOM 
CPHOM 
CPHOM 
cfriOM 
PHOMl 
PHOMl 
PHOMl 
PHOMl 
PHOMl 

PAZ, H.J. 
DAVIS, M.C. 
MILES, R.A. 
SAUiroERS, R. 
GARAN, E.M. 
FOSTER,H.C. 
WARRINGTON, 
ELLIS, E.E. 

382 96 38 PH0M2 
336 80 h6 PH0M3 
225 86 66 SlPHOM 

J. 798 32 03 PH0M3 
269 01 38 PHOMl 

122:1153 USA CORP. 
W.H.759 26 II4 PH0M2 

869 73 97 PHOMl 

LITZ, A.K. 295 38 55 
RYAK, A.E. 328 70 35 
KILBY, A.L. 393 36 Ul 
rAHAFFET, J.S.368 31 90 
PAYNE, J.B. 657 19 51 
CONGSl, R.R. UlO 76 72 
BAKER, T.Yf. 552 11 15 
LOWE, W.L. 223 67 25 

EASTERN GROUP 

CPHOM LEVKQ, G. (N) 238 82 31 PHOMl 
CPHOM o1CONNOR, J*J. 311 77 U6 PHOMl 
CPHOM BEARMAN, P.O. 329 h3 68 PH0M2 
PHOMl BULBUH, E.R. 579 57 16 PH0M2 
PHOMl. SIMF30S, 579 20 8U PH0M3 
PHOMl WALSH, R.W. 202 U9 11 PHOlU 
PHOia ZIIffiSRG, E. (N)U2273520 USA CORP. 
PHOMl^McCARTHY, 0. (N)iil3 28 87   CPHOM 

-»(Transferred to U.So after PBM crash) 
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Plate No, 1 

Oblique Photograph Taken from Rl^D-S by K-17  (6")  tri-metrogon 
Camera Showing extent of Masking Caused by Camera Hatch. 
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Plate No. 3 

M29C Cargo Carrier  (Weasel)  in Use as a Photographic 
Vehicle in the Bay of Whales« 
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Plate No.  5 

Annex 2   (a) Gremlin Recorder Showing Access  to  Instruments. 
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Plate No«6 

Adapter for Adaption of APS/15 Radar 
Camera to SCR-718C Radio Altimetera 
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fc^ilife 

Plate No»' 

SCR-713 C Radio AJ-timeter with Necessary Parts 
Removed for Adaption of APS A 5 Radar Camera. 
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Plate No, 6 

3CR-718 C Radio Altiuieter with Adapter for APS/15 Radar 
Camera Attached* 

Annex 2   (a) - 50 - 



Plate No.  9 

SCR-718 C Radio Altimeter with Telescope of JLPSAP Attached. 
(Side View) 
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Plate No. 10 

Annex 2 (a) 

SCR-718 C Radio Altimeter with Telescope of APS/15 
and Bracings attached  (Rear View) 
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Plate Mo. 11 

SCR-71Ö G Radio Altimeter and kPS/lS  Radar Camera Completely 
Assembled for Recording Altitude, 

Annex 2 (a; - ^3 - 





ANNEX TWO (b) 

TASK GROUP 68.2 

PHOTOGRAPHIC REPORT 



I.  TASK GROW PHOTOGRAPHIC PERSONNEL 

1«  PERSONNEL AND SUPPLI 

The Commander Task Group 68«2. Photographic Personnel reported 
aboard the U.S.S. CURRITUCK (AV-7) on 18 November 19U6, lh days prior to 
sailing on 2 December 19U6« 

JUi effort iras made to give each man of this unit flight experience 
so as to qualify as many photographers as possible in actual flight experience 
in trimetrogon photography in the Antarctic. The men gained much experience 
in aerial motion picture and hand-held oblique photography, also experience 
in obtaining the proper information for marking and filing of aerial photo- 
graphs after each flight» 

2"  TASK GROUP PHOTOGRAPHIG SUPPLIES; 

The photographic supplies were received eight days prior to sailing 
for Antarctica. This short length of time prevented this unit from making 
a thorough inventory before departure« However, an inventory was held as 
soon as possible and it was found that several items were missing. Also, 
equipment with direct current motors was received instead of the alter- 
nating current equipment that had been ordered. With sufficient personnel, 
a complete inventory of the photographic material could have been accom- 
plished and most of the missing items procured from NASD, San Diego. The 
ship was also short of personnel and was busy loading ship^s supplies. 
Therefore, it was necessary for only nine photographers to accomplish in 
one week the highly commendable job of handling this bulk of material with- 
out assistance« 

In addition to the small space in t\e laboratory and the refrigerated 
film stowage, five unused bunkrooms were made available for stowage of photo- 
graphic material. The material was segregated into the following catagorieo: 
In the first of the two largest campartiiients were cameras, washers, printers 
and other bulky items such as cases of flash bulbs, negative preservers, 
developing tanks, etc.^ in the second, hypo, aerial film, movie film and 
color processing kits. The three smaller compartments were used for stow- 
age of chemicals, glassware, jugs, graduates and contact, enlarging and 
sonne roll paper. The compartments were fitted with wooden slat doors and 
hasps, thereby permitting them to be locked. The compartments were easily 
adapted for storing gear by removing the bunks and by utilizing the various 
lockers and drawer spaces for small articles. All gear was easily accom- 
modated in the spaces assigned to photography and by using bunk hangers 
and stanchions, material was easily secured for rough seas. 

All wooden boxes were saved along with excelsior and other packing 
mateiial, for use in re-transporting any gear not used or being returned. 
Such foresight proved wise as the ship had very little lumber to spare 
for crating or boxing. A small hand truck (made for galley use) was used 
to great advantage in handling supplies and it is suggested that several be 
made to fit normal hatches encountered aboard ship as they save maiy hours 
of labor and, in some instances, prevent damage to material in heavy cases. 
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At the end of flight operations all supplies, cameras, print 
washers, etc. were inventoried and restored in the various photographic aipply 
compartaients and secured for heavy seas. All equipment and material to be 
turned in were inventoried and listed for return to stock. 

II. AERIAL CAMERA INSTALLATION. 

This section introduces the good and bad features of all the 
cameras and mounts used in the aircraft with their related equipage. 
Detailed information on the problems, mechanical failures, modifications 
and recommendations on all the cameras and mounts will be found in the 
Camera Repair Section III with the operational difficulties of the motion 
picture cameras which are also covered in the Motion Picture Section VI. 

1. TKI^iETROGON CAMERAS 

The K-l?^ operated exceptionally well in the low temperatures 
encountered by the Western Group. Cold weather lubricating oils and 
greases were used and only two mechanical failures oceured; sheared gear 
trains in one camera and a cracked shutter case in another camera. Because 
the change of shutters would off ^t the calibration, the camera was removed 
intact and a spare was installed In its place for the duration of the 
operation. However, the same magazines were continued in use with the 
replacement cameras* 

2. A& MAGAZINES 

The A-5-Af3 performed almost as trouble-free as the K-17 cameras, 
and in proportion to their extensive use the number of mechanical failures 
was very small.    Information on their use, mechanical operation,  and 
reccromendations is included in the Camera Repair Section of this report. 

3. TRI-^ETROGOK CAMERA MOUNTS 

This installation, used in the PBM-!P aircraft, was permanently 
installed at a 0° deck angle at Norfolk, Virginia. Due to the 30> nose 
high, flight characteristic for maxuaum engine eificiency, all photo- 
graphs have from 3 to 6° tilt. If this type mount is to be used on other 
operations, it is suggested that it be installed so as to be adjustable 
for correction of tilt, or installed at an angle in proper relation to 
the cruising attitude of the plane when heavily loaded. 

The mount was found to be tailored for uncalibrated cameras of the 
late nhhn  series that were drawn by the A&R Norfolk^ In attempting to 
install calibrated cameras shipped to the U.S.S. CURRITUCK, it was dis- 
covered that these cameras were of an earlier nhhn  series, and would not 
fit without modifications being made to the mounts. However, it was decided 
that the lesser of the two evils would be to use the uncalibrated Norfolk 
cameras and not change the mount. 
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The ideaT   arrangeoent W)uld be to have the tri-metrogon cameras 
in the baw0    This would allow the photograph      tc ^ee ahead as well ac 
beneath,   and shorten travel and communications,   .-       ^11 as make for greater 
warmth. 

U«, vAcmm 

The vacuum system functioned very satisfactorily -throughout the 
entire operation, 

5. VIEW FINDERS 

The Fairchild Model F-5 Vertical Viewfinder served the purpose 
daring the operation, but it is felt that much more accuracy and less 
photographer fatigue could be gained by using one of the design that is 
covered in the Camera Repair Section of this report. 

6. TRI-METROQQN HATCHES 

The general oonstruction of the tri-met camera hatches was 
very good, although the bolts for securing the vertical camera hatch 
cover should be approximately one inch longer and the wing nuts should 
be larger. 

7» ORaflJN RECORDING CiMERA 

The F-56 Gremlin Recorder functioned quite well mechanically for 
about the first half of the operation and then mechanical failures 
became increasingly numerous. Detailed information regarding the fail- 
ures, repairs and recommended modification are thoroughly covered in the 
camera repair section of this report. 

8. CAMERA CONTROL PANEL, PBM-5 

The Control Panel functioned very satisfactorily throughout the 
entire operation.    The only change made was to add a warning light which 
indicated during the take-up of film in the Gremlin Recorder magazine. 

9. RADIO ALTIMETER AND AIRBORNE CAMERA 

The type A Recording Camera operated very satisfactorily.    The 
only failure occured when one magazine failed to take-up film, due to a 
tight bushing on the take-up spindle.    Because of the congested area in 
which the watches were installed, the stems of several were broken while 
being removed for re-setting.    Details are contained in the camera repair 
section,, 
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HI.  PERSONNEL 

It is strongly recommended that two photographers be assigned 
to each flight crew for it is impossible for one photographer to ful- 
full all the photographic requirements on a photographic mission« 
Assigning the second photographer to the flight crew rather than utili- 
zing a different laboratory man for each flight gives smoother coordination 
in the air. 

IV.  CAMERA REPAIR 

It is stated in the operation plan that "all tri-metrogon photo- 
graphy will be accomplished with K~ll-in  aircraft cameras calibrated by 
the Bureau of Standards." 

The aircraft received on board were equipped with caneras issued in 
Norfolk, Virginia that were not calibrated. The calibrated cameras were 
received on board in separate cases and when unpacked and checked it was 
found that at least three of the cameras had been disassembled since the 
date of calibration. It was further found that the nuts holding the cones 
to the case drives were loose. Still further some of these calibrated 
camera« did not fit the mounts in the aircraft. The camera mounts in the 
aircraft were made for caneras with case drives of Ui-600 series or later. 
Because of the above discrepancies the calibrated cameras were not used 
on this operation. 

Case drives of the U;-600 series or later and cones of the 1*3 
series were assembled in as closely matched sets as possible. The match- 
ing was according to the focal lengths in millimeters. For example; set 
No. 1 (in plane B-3) consisted of port camera 152.8 millimeters, star- 
board camera 152.7 millimeters, vertical camera 152.2 millimeters and spare 
camera 152.9 millimeters. Each plane carried a spare camera for use in 
the event of a breakdown. On two occasions these spare cameras were used. 
The field data sheets for tri-metrogon photography note these changes and 
the exact exposures taken by each camera. Camera No. 6 in set No. 2 (in 
plane B-l) was replaced by spare camera No* 7 on 9 January 19U7. Camera 
No. 6 was removed because of a damaged shutter housing. Damage was appar- 
ently frOTi internal parts of shutter and the camera was not dissassembled, 
for the lack of calibration date. 

A set of four (U) magazines was used with each camera. In the 
instances when the spare cameras were installed the same  set of magazines 
were used with the replacement camera. Notations of the magazines used 
were always made on the Field Data Sheets. 

The filters used were of the sunflower type. Tests were made before 
the first photogTephic mission to determine the f. stop at which the sun- 
flower image would appear on the film« It appeared at f.11 therefore all 
missions were flown with lens aperatures larger than f.ll. The filtere were 
not removed froa the cameras at any time during the operation. 
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It is suggested that sunllower filters for use with aerial kodocolor 
be made. 

Some of the missions were photographed when the sun angle was lower 
than 10 and on several occasions a reflection from one of the diapnram 
control gears registered on the film» 

The most serious K-17 defect was in the shutter gear chain on the 
wind and trip mechanism.  The support that serves as bearing surfaces for 
the shafts is of cast aluminum and apparently unaer low temperatures con- 
tracts to a greater degree than the steel shafts, causing the shafts to bind 
and freeze (See Plate 1 and 2). This was first noted on camera No. k  on 
2 Februar/ 19U7 after approximately 2,S00 cycles of operation« The result 
was that the camera was slow in tripping and, in one instance, did not trip 
with the other two cameras for a period of ten exposures. When this con- 
dition was discovered all cameras were checked, and two other cameras were 
found to have the same condition to a lesser degree. It is suggested that 
these shafts be seated in ball or roller bearings« 

Another defect which is present in all K-17, K-13 and K-19 type air- 
craft cameras is the magazine locking slide which is actuated by an eccentric 
pivot shaft. This shaft does not have sufficient leverage and when the 
magazine is not seated properly it is very easy to force the shaft out of 
its recess, thus forcing the slide up in the center and usually breaking it. 
It is recommended that magazine locks similar to the F—56 be installed 
but in the reverse manner by placing the studs on the magazine and the lock- 
ing lever on the camera (see Plate 3). 

Camera No. 1, after 3,737 cycles of operation, had stripped all 
teeth off the bevel or miter gear which transfers power from the motor 
coupling. (See Plate U)« Inspection of the drive did not disclose any 
other mechanical trouble. The sea level temperature at the time of take- 
off was 28.U0 F with 86 percent humidity. Due to the fact that the drive 
assembly is practically a sealed container it is possible that when the 
camera cooled to minus O.l/V condensation formed and froze on portions 
of the drive. 

A complete new drivö assembly was installed and the camera operated 
with out trouble the remainder of the operation. 

Cameras and l^npes we^e often covered with a heavy coating of frost 
when the aircraft descended. It was necessary for the cameras to warm up 
before any photographs could be taken from low altitude. Frost would form 
on the lenses as fast as it was wiped ofi. 

The K-17 cameras as a whole performed remarkably well on this 
operation and it is believed that it is the best camera for Antarctic 
Operations that the Navy has. 
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kSk  MAGAZINE 

The loaded A-^-A Magazines Tfere used in sets of four (U) for each 
camera. The magazines containing exposed film were removed and placed in 
the film developing room for unloading and reloading. 

During the rapid descent of the aircraft, cameras and magazines 
■were sometimes covered with frost, depending upon the humidity at sea level. 
This frost continued for a few minutes after they were brought into the 
warm air of the ship. Frequent inspection of the magazines1 mechanism 
showed little evidence of rust, however, the dark slides that were tinned 
had a tendency to rust around the handles. 

The seating surfaces of the magazines were scarred and chipped by 
handling on and around the tri-aetrogon camera mount. The collimation 
marks in the magazines were damaged by parts of the camera mounts; this 
was due to the fact that the magazines were attached to the cameras with 
the dark slides out. The mount could be simplified and the parts that 
caused this damage could be eliminated thus making it much easier to attach 
and remove magazines with the dark slides in (See Plates 7 and 8 on tri-met 
mount). 

The seating surfaces of the magazines should be chemically blackened 
the same as the seating surfaces on the Uli series case drives. This pro- 
cessing makes the metal more resistant to corrosion» 

Dark slides became very difficult to insert and remove from the 
magazines. This was caused by starting the dark Südes in at a slight 
angle, thereby gouging the track slightly on first one side and then the 
other. This action increased each time the dark slide was inserted, 
finally reaching the point where it was extremely difficult to insert 
or remove. This could be overcome by rounding or beveling the leading 
corners of the dark slide a little more. 

The bearings on both the takeup film spool pivot shaft and on 
the metering roller are exposed to the inside of the magazine. On two 
occasions these bearings were found to have accumulated a sufficient 
amount of dirt and film chip*» to stop their action (See Plates $  and 6). 
This occurred more readily on the metering roller bearing because of its 
lower position and close proximity to the film as it travels through the 
magazine. This could be remedied by using sealed bearings or dirt shields. 

On one occasion the magazine failed to advance film • It was found 
that the locking nut on the set screw adjustment for the metering lever 
had loosened and the lever was in constant engagement with the metering 
gear. 

Three magazines sheared the taper pin in the bevel gear on the top 
of the main drive shaft. One failure was the result of dirt in the bearing 
on the takeup spool pivot shaft. No apparent reason could be found for the 
other two failures. 

Annex 11(b) - 6 - 



Plate No. 1. 

Shutter wind aad trip gear chain 
casting,  K-17-6" Metrogon shutter. 

JUmex 11(b) - 7  - 



Plate No. 2. 

Shutter nind and trip gear chain, 
K-IT-^" metrogon shutter. 
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Plate Mo. 3. 

P-f>6 Magazine lock. 
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Plate No. 4. 

Intermediate bevel gear for motor drive 
chain in K-17 case drive. 
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Plate No. 5. 

Metering roller bearing, 
A-5-A magazine. 
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PUte No.  6, 

Takeup spool pivot shaft 
bearing,  A-3-i. magazine. 
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Plate No. 7. 

Tri-metrogon camera mount for PBM-5 
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Plate No. 8. 

Tri-cietrogon camera mount,  recoraraendatlons for. 
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The metering system in one magazine failed to free itself after the 
proper amount of film had been advanced, No mechanical troubles were found 
and the magazine functioned properly on the next mission. Because of the 
fact that the magazine had been stored in the aircraft for a number of days 
before the flight, the humidity in the mechanism chaiiber could possibly 
have condensed fomdng ice as the aircraft reached colder levels. This 
possibly locked the metering system preventing it from releasing thereby 
allowing film to be advanced during the entire wind cycle. Three magazines 
locked after being brought into the ship, so that film could not be advanced by 
turning the wind coupling» No mechanical trouble could be found and the 
magazine operated on the next mission without trouble. This could be ex- 
plained Dy the fact that all moisture on the magazines froze until they had 
been inside the ship and allowed to thscf for a period of about fifteen 
minutes. 

One magazine had faulty metering due to a scored shaft around 
which the metering clutch spring grips. This scoring caused the spring 
to hold when the metering lever engaged the metering gear. This was 
remedied by replacing with new parts. 

It is recommended that a film advance light be installed similar 
to the one on the U2 series F-f?6 magazines. This light would enable the 
photographer to keep a constant check on his film and magazine operation. 

The mechanical failures in relation to the number of exposures made, 
shows that the A-5-A magazine is well adapted for cold weather operation« 

THI-METROGQN CAMERA MOUNT 

The Tri-Metrogon camera mounts used on this operation were constructed 
at Naval Air Station, Norfolk, for cameras of hk-600  series cases, or later. 
It was found that the calibrated cameras, which were of an earlier series, 
would not fit the mounts. The mounts are of tubular steel construction 
(See Plate 7), with braces across the top which obstruct the placing on and 
removal of magazines from the cameras. The power cables for the cameras are 
attached to the mount with metal clamps which scar and chip the seating 
surfaces of the magazine. The design of the mount necessitates the attach- 
ing of the magazines with the dark slides removed, which exposes the fiducial 
marks and subjects them to damage while positioning the magazine. 

It is recommended that consideration by given to a mount similar to 
the one shown in Plate 3. It is believed that a mount of this type con- 
structed of I-beams would be as strong, and much more accessible than the 
type used on this operation. The power cables and vacuum lines could be 
fastened to the inner surfaces of the I-beams, thereby protecting them from 
damage. 

The mounts installed in the PBMs could not be corrected for tilt 
which varied from approximately three to six degrees.  The four upright posts 
which guide the mount could be hinged at the base and fastened to a carriage 
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on the overhead.     This carriage  should be movable forward and aft to 
compensate for the aircraft's  angle of flight, 

FAIRCHILD MODEL F-5 VERTICAL ''TKV/FINDER 

The model F-> viewfinder was used in conjunction with all tri- 
mctrogon photographiy.    Numerous defects were noted,   and it is believed 
that a much more suitable viewfinder could be constructed.    Dae to the 
10M lens used on the Model F Viewfinder it has a very restricted area of 
view in comparison with the 6M Tri-Metrogon camera,  and this is especially 
noticeable when flying over irregular coastlines.    After watching the 
viewfinder for a short length of time,  the photographers were subjected 
to temporary blindness upon turning to observe the operation of the cameras, 
due to glare on the terrain below. 

It is recommended that consideration be given a viewfinder of the 
type shown in Plate !?•    This viewfinder incorporates a 6" metrogon lens for 
corapardrtive coverage and a moveable filter to reduce the intensity of the 
snow glare.    The viewing glass could be, also -calibrated for longer focal 
length lenses.    It would be necessary to .change the location of the view- 
finder port in the PBM~^ type aircraft to accommodate this viewfinder. 

ggagjjj RECORDER (F-^6) 

The F-!>6 Grew71n Timer consisted of an F-56 20 inch case and cone 
with an 8,25 inch lens and shutter.    Its purpose was to record the baro- 
metric altitude, Greenwich Civil Time,  turn and bank indicator,  and data 
card.    It was operated by the same B-3-B Intervalometer that tripped the 
tri-metrogon cameras. 

Taper pins seemed to be the weak points in this camera.    On two 
occasions the pin in the wind rod coupling that is attached to the drive, 
was sheared off.    No contributing mechanical failure could be found as a 
cause for the pins to shear.    This occurred after approximately 2,^00 
exposures. 

The Gremlin Timer, Case No. U2-953 in PBM-5 "BAKER ONE«, after 
approximately 8,^00 operating cycles since date of manufacture, broke down 
completely.    The wind coupling (See Plate 10) on the spring housing (See Plate 
11) was being cut by the shim between it and the housing.    This finally- 
caused the coupling to freeze, which in turn twisted the wind rod (See Plate 
12),  and sheared the taper pin in the coupling on the spring housing.    The 
faulty skim (See Plate 13) appears to have been forced on the spring housing 
bushing tearing up the inside edge on one side. 

The shutter was disassembled at this time,  and it was found that the 
teeth on the snubber and retard segnents were badly worn (See Plates lU and 15) 
Shutter springs were also fatigued beyond the point of safe operation. 

It is recommended by the Fairchild Corp.  that these cameras be given 
a major overhaul at 10,000 cycles of operation.    If the case driven counters 
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Plate No» 9. 

Metrogon viewfinder,  reccramencLations for. 
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Plate No« 10. 

F-$6 shutter üprir.g housing wind coupling cam. 
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PUte No.  11. 

F-56 shutter spring housing. 
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Plate No. 12. 

F-56 wind rod. 
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Plate No. 13# 

F-56 shutter spring housing 
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Plate No. Hi. 

F-56 8.25 inch shutter retard pallet and retard aegnent. 
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Plate Not   lo, 

F-3*6 '3,25 inch snutter retara pallet and retard  se^nent. 
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Plate No. 16. 

F-56 magazine maindrtve shaft bearing. 
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advanced freely upon opening the magazine. 

RECOMMENDATION FOR F-56 GREMLIN RECORDER 

The Gremlin timers used on this operation incorporated barometric 
altimeter, navigator's watch, turn and bank indicator, and data card, A 
separate camera was used to record the radio altimeter. 

It is recommended that a Gremlin timer be constructed in such a 
manner as to include a radio altimeter, 2ii-hour navigator»s clock, baro- 
metric altimeter, deck angle indicator, turn and bank indicator, and data 
card. It would be necessary to use two lenses and two shutters, one to 
record the radio altimeter, and one to record the other instruments. This 
unit would eliminate the necessity for a separate radio altimeter camera, 
and would give a larger negative of the radio altimeter. It is suggested 
that the two lenses be of approximately 5n focal length, and that the 
shutters be solenoid-operated and of Packard type. The shutter for re- 
cording the radio altimeter could be adjusted by use of a B-3-B Inter- 
valometer similar to the one referred to in the Type A Recording Camera 
section of this report. 

TYPE "AH RECORDING CAMERA 

The lype "A" Recording Camera was received on board with instructions 
to use it for recording the Radio Altimeter every sixty seconds while the 
aircraft was in flight 

Due to the lack of plugs for the camera it was necessary to build 
a different type receptacle box. This box, shown in Plate 23, contains two 
receptacles; one for camera power, lights and heater units; and one for inter- 
valometer. The intervalometer plug furnished power for the intervalometer 
which in turn furnished tripping power and film advance power. The duration 
of exposure was determined by the trip cam in a B-3-B intervalometer. The 
shutter was held open by the camera solenoid for the duration of time in 
which the intervalometer trip lever was resting in the low portion of the 
trip cam, thus holding the tripping contacts closed. The trip cam rotates 
at a rate of one (1) r.p.s., therefore in order to obtain the required ex- 
posure the trip cam in the B-3B was ground down as shown in Plate 2u. This 
enable i the tripping contacts to be held closed for a period of approximately 
3/I4 of a second. A SO  Ohm resistor was wired in series with the recording 
lights to decrease intensity. The exposure was approximately 3/U of a 
second at f2.3. This system worked without a failure during the entire 
operation on PBM-5 Baker Three. 

The 3acne  system was installed in PBM-5 Baker One but due to the lower 
intensity of the Radio Altimeter tube the exposure was not sufficient. 

The negatives made on the trip do not show the paintei numerals on 
the dial. 
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Plate No, 17. 

F-56 magazine vacuum assembly cylinder wall. 
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Plate No, 18. 

F-56 magazine vacuum piston 
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Plate No. 19. 

Annex 11(b) 

F-56 magazine •vacuum piston guide post, 
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Plate No.  20. 

F-SD magazine vacuum piston guide post. 
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Plate No.  21. 

F-5o magazine  takeup spool,  pivot 
shaft and clutch spring. 
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Plate No.  22. 

F-56 niAgazine metering roller gear 
and metering cam gear. 
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Plate No. 23. 

Typ« ««A" Recording camera mounted on radio 
altimeter powered by B-3-3 intervalometer. 
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Plate No.   2U. 

Modified trip cam B-3-B intervaloraeter. 
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The calibrations on the scope of the altimeters will not 
record both the altitude blip and the calibrations simultaneously. 
Therefore the negative of the blip should be enlarged to a readable 
size, and a transparent template made of the calibrations on the 
altimeter scope, (See Plate 25). This transparent template is then 
laid on top of the print containing the blip to obtain a reading of the 
altitude. 

All aLtiraeter negatives have a ghost image which is inherent where 
transparent mirrors are employed as they are in the radio altimeter tele- 
scope and recorder. The ghost images could be overcome ty using front 
surfaced mirrors; the mirror between the viewing end and the scope should 
be uioveable for the purpose of viewing scope, and so mounted that when 
released it will return to normal operating position« This would be 
possible on the altimeter for it is not necessary to view the scope at 
all times« 

The four Recording Cameras worked perfectly throughout the entire 
operation* 

The watch stems were twisted off on four occasions. It is believed 
that smaller winding knobs would remedy this failure« 

One magazine failed to operate (No. 0355) • The trouble was found 
to be a tight bearing on the take-up spindle. This bearing is press 
fitted into its support (See Plate 26) and seemed to have been forced in 
far enough to bind on the shoulder of the shaft. B7 forcing the bearing 
back slightly it operated throughout the rest of the operation without 
an/ trouble. 

The fasteners on the cover plates for the seat of the magazines 
were broken on all magazines (See Plate 27)« It is necessary to lift the 
cover straight off the magazine to prevent bending these friction fasteners. 
If they are removed one end at k time, as was usually the case, these fasten- 
ers were bent and finally would snap off (See Plate 28). It is recommended 
that a different type cover in the form of a dark slide be used. The 
magazine also has a type of hinge fastening that is not reliable. The pin 
that holds the two parts of the hinge together is held in place by two 
small clips (See Plates 29  and 30). These clips are easily broken or knocked 
off in handling. Because the hinges projected away fron the magazine »they 
are subjected to bending and thereby springing of the cover could easily 
occur. It is suggested that they be replaced by a piano type hinge.. 

K-20 AIRCRAFT CAMERA 

The K-20 operated with very little trouble« Its main use was as a 
color test camera and as a miscellaneous shipboard and small boat camera. 
It was taken aloft on three flights and subjected to temperatures of minus 
19° centigrade. On two occasions the pressure plates did not release« 
This was due to lack of lubrication on the locking shafts and releasing 
fins on back of the piston« Locking shafts and releasing fins were oiled 
with AÄO-6 oil and placed back in operations with out any further trouble« 

Annex II(b) - 35 - 



The CNO color tests called fcr the use of ultra violet and "Harrison 
and Harrison'1 color correction filters. A quick change filter holder was 
constructed on the K~20 (See Plates 31 and 32) so that the filter could be 
easily swung out of the lens path for comparative exposures with various 
types of filters, or without filters, 

PORTAPLE AERIAL FILM DSV^LQPIKG KIT TYPE D-l 

All aerial developing was accomplished with the Type D-l Develop- 
ing kit. Six new kits were received and performed efficiently for approx- 
imately two thousand two hundred (2,200) feet of film. After loading on 
the reel, each roll of film was given a pre-wash in water before development 
was started« Due to the extreme dryness of the film it abosrbed approx- 
imately one third of a gallon of the pre-wash thus causing the film to 
swell. This caused pressure to be exerted on the core of the reel, bending 
the top portion into a cone shape causing it to bind on the shaft and 
closing the slot in which the locking lever is actuated; thereby preventing 
the unlocking of the film clamp (See Plate 33)« 

This defect was overcome by attaching a disk to the top end of the 
reel similar to the one on the lower end (See Plate 3^). This disk braced 
the end of the reel and also prevented the film from climbing up the reel 
during processing. This climbing is not a common defect but will occur 
occasionally. The modification was made on one reel and proved satisfactory 
with both 7t inch and 9 inch film. 

The second defect noted was the failure of the reel to make a complete 
shift after it had reached the end of the film. This was especially notic- 
able when the reel was operated by motor. The trouble was due to thp loosen- 
ing of the change of direction gears in their stainless steel carriage (See 
Plate 35)« This condition was remedied by pressing the gear carriage so 
that it was tighter on the main wind gear. 

SMITH AUTOLIATIC FIB! DRYER, MODEL "J'1 AND HEATING UNIT MODEL "J". 

The Smith Automatic Film Dryer, Model "J", was inefficient. Four 
units were used, three with Smith Model "J" Heating Units. These four 
units were not sufficient to dry one mission's film before the next mission 
went out. An hour and a half was the approximate time required to dry 
one two hundred (200) foot roll of film. Tests were run on these dryers 
before we reached the area of operation and at that time no defects were 
noted. When the film from the first mission had started through the dryers, 
the gears on the film rollers began to loosen and fall off. This defect 
is common with the Model "J" film dryer because these composition gears are 
fastened to  the rollers with only glue. The defect was more prevalent on 
this operation due to the extreme dryness cf the air. It was remedied by 
fastening the gear to the roller by means of three (3) wire brads (See 
Plate 36.) 
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Plate No.   25« 

Composit« print of Radio Altimeter Scope image and grid 
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Plate No. 26. 

Takeup spool shaft bushing type 
"A'1 recording canera magazine. 
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Plate No. 27. 

Cover fasteners type «A" recording camera magazine. 
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Plat« No. 28. 

Cover fasteners type "1« recording camera magazine 
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Plate No,   29. 

Hinge pia type  '1A,, recording camera magazine. 
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Plate No.  30. 

Hinge pin type «A" recording camera magazine 
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Plat« No. 31. 

Filter adapter, K-20 camera 
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Plate No. 32. 

Filter adapter, K-20 camera 



Plate No.  33. 

Type D-l portable aenal film developing kit. 
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Plate No. 3U. 

Type D-l portable aerial fila developing kit. 
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Plate No.   35. 

Type D-l portable  aerial  liL-n  developing kit. 
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Smith lutomatic Film Dryer, Model "J«, 
Heating Unit, Recommendation for. 
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The second defect was in the film roller chains. This chain, on 
five (5) occasions, wound itself around the drive sprocket. The cause for 
this action was the fastening of the sprocket drive (See Plate 36). This 
drive was supported by one bolt on one end and a loose fitting adjusting 
bracket on the other was allowed to wobble as the diyer operated. This 
action would cause the chain to bind on the sprocket. The chain binding on 
the sprocket would then start to wind around the sprocket again. This 
would stretch the chain links out of shape and if not detected immediately, 
would break the chain. This defect was remedied by attaching a supporting 
bracket across the outside of the sprocket drive assembly* 

The third defect noted was the type of grease in the sprocket drive 
assembly. TShan the diyer was used with the Model «J» Hearing Unit the 
grease in the assembly melted and ran out. This was remedied by packing 
the assembly with higgi temperature grease. 

The fourth defect noted was in the speed change pulleys. These 
pulleys were mounted on roller type bearings. Because of the high tem- 
perature and speed at which they operated, two bearings wore out. This was 
remedied by replacing the bearings with sealed ball bearings. 

The fifth defect was the speed regulator belts. These belts 
operated at a high rate of speed and were usually worn beyond use, after 
one hundred {100)  hours of operation. Spare belts should accompany 
each dryer. 

The sixth defect noted was the film take-up spool drive wheel. 
This wheel, after approximately seventy (70) hours of operation, was worn 
beyond use. It is recommended that this wheel be replaced by a sprocket 
(See Plate 36, thereby doing away ^Lth the direct chain drive on the iheel. 
The direct chain drive causes the excessive wear. 

The seventh defect noted was the drive shaft for the chain sprocket. 
This shaft has two splines that mate with the drive gear. Their purpose 
is to permit the shaft to be pushed in, thus disengaging the splines stopping 
the chain drive sprocket. These splines are sometimes not fully engaged 
and slip in and out causing them to chip. Four splines are recommended 
instead of the present two. The knob that adjusts the shaft is fastened 
by a set screw that loosens and permits the shaft to disengage. The adjust- 
ing knot should either be fastened by a straight pin, or a holding screw 
placed at the end of the shaft rathfer than on the side. 

The heating Unit performed efficiently throughout the operation. 
The only objectionable feature noted was the inacessibility to the dryer 
in the event of a film Jan. It is recommended that the Unit be constructed 
in two (2) parts. The lower portion should contain the heating elements, 
indicator light and switch. The top portion should be hinged in the rear 
so that it could be raised to permit access to the dryer (See Plate 36). 
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GON SIGHT uynm POINT CAMERA, TYPE AK~N6A. 

The type AN~M6A Gun Camera was used for supplementary 16-min motion 
picture coverage on Tri-metrogon flights. Of the two cameras used, one 
performed throughout the operation without mechanical failure; the other 
camera was being tested at different frames per second when the shutter be- 
came entangled with the gear chain (See Plate 37). This failure is not 
uncommon with the Bell and Howell gun camera. It is believed that the 
Fairchild AN-N6 Gun Camera has a superior type shutter, in that it is con- 
structed of a complete circular cone shaped disc, thereby giving support 
across the shutter's opening. This support is necessary when the camera 
is operating at sixty-four (6U) frames per second. 

Both cameras were placed in operation with factory lubrication and 
it was not deemed necessary to lubricate either at any time. The heating 
elements performed efficiently throughout the operation. It was found 
that all camera failures were due to jammed film in the Type G magazines* 

EYMO MODEL Q 

Two cameras were received on board in the following very poor 
condition: 

(a) In need of lubrication, (b) full of dirt and film chips, 
(c) Scratched aperture plates. 

The cameras operated on the spring motor until temperatures of 
^9°? were encountered. After completely overhauling and relubricating 
with type ANO-6 oil, the cameras would operate by electric motor at tem- 
peratures as low as minus U0F. It is believed that the reason for the 
cameras freezing at this temperature, is the type of governor used. This 
governor is preset at the factory and existing instructions state that it 
is not to be disassembled. 

The camera release mechanism on the Model »Q« Eyemo is practically 
inaccessible and is so constructed that it causes it to bind after short 
operational use. It was almost impossible to operate this type of release 
iiith the heavy winter gloves provided for this operation* One modification 
in the form of a trigger release was constructed and found highly satisfactory 
(See Plates 33 and 39). An addition could be made to this modification 
in the form of an electrical microswitch which could be Installed directly 
behind the trigger thus eliminating the need for a switch on the power 
cable.  (Plate UO) shows the exact size and shape of the parts installed 
and (Plate Ul) shows their relative position. 

MITCHELL, HIGH SPEED 3älM AND FRICTION HEAP TRIPOD 

Two Mitchells were received on board and only one was in operating 
condi-tion when received. The  positioning posts were out of time with the 
filat advance claw in the defective camera, and due to the need for only 
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Plate No.  37- 

OSAP Camera Shutter 
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Plate No. 38. 

ModLfled trigger release for Model "Q" Eyemo. 
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Plate No. 3y. 

Modified trigger release for Model 
nQ" Eyemo, 
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Plate No. kO. 

Trigger for modified release on Model «Q« Eyemo. 
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one camera during the operation, no attempt was made to re-time it. 

The first aerial mission on which the Mitchell was used, tem- 
peratures ranged frcm 28,14°? to minus 23.8°?. The csnera was powered by 
four 12-volt batteries, and froze up completely after a temperature of 
minus 15»Ö0F was reached. 

Tests were made on shipboard using the aircraft» s 2U-volt power 
supply* and it was found that the camera operated without overheating its 12- 
volt motor. The camera and motor drive assembly waa completely overhauled 
and lubricated with ANG-3A grease. It was also necessary to clean and 
lubricate the diaphraga actuating rings and the lens focusing rings with 
ANO-6 type oil. The positioning pin in the base of the camera, which 
locks it in the focusing and operating position, sometimes froze in the 
retracted position. This was remedied with proper lubrication. After 
this overhaul, and with the use of 2l4-vc.lt power supply, the camera operated 
without any mechanical defects. However, it was extremely difficult to 
thread the camera without breaking the film or freezing the operators hands. 

The Mitchell friction head tripod was found to be inoperative at 
5°?. The reason for this was the hardening of the grease in the disc- 
type friction parts. It was necessary to completely disassemble this head 
and re-lubricate with type ANG-3A grease. After this change in lubrication 
the tripod functioned without trouble. 

It is recommended tliat all Mitchell cameras that are to be used on 
aerial missions be equipped with 2l;~volt motors, and that all cameras 
and tripods be given winterized lubrication when tools and equipment are 
available. 

AERIAL MOTION PICTURE CAMERA, RECOMMENDATIOMS FOR. 

The motion picture cameras used were found to be lacking in 
numerous respects. The Mitchell camera performed satisfactorily, but due 
to its bulk and weight, it was very difficult to handle, necessitating 
extreme care when the camera was moved about. Loading the Mitchell camera 
while in flight was very difficult because dryness and brittleness of 
the film. Invariably it was necessary to remove gloves in order to load the 
camera 

The Cine Special performed exceptionally well under all conditions, 
but it has numerous special attachments and devices which, to this type of 
photography, are absolutely of no value. In aerial operation, and , especial- 
ly while in foul weather clothing, some of there attachments would change 
adjustment during operation and ruin all exposures until this change was 
noticed. 
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Th© Bell & Howell Filino Speedster was found unreliable in this 
operation^ Of the six cameras used on aerial flights only one was found 
to operate reliably at all times. Four were found to operate sporadically, 
and one would not operate unless kept warm inside flight clothing. The 
spring motor on this camera is not sufficient for the average scene. The 
desirable features of this camera are: fast magazine loading, light weight, 
and compactness« 

The Model "Q" Eyemo is not suitable for aerial operation because of 
small magazine capacity and chamber loading« It also freezes quickly in 
cold weather operation. 

It is recommended that the desirable features of each camera be 
incorporated in one camera designed mainly for aerial use« 

(1) This cauiera should be of the magazine load type with a capacity 
of one hundred feet for l6om and two hundred for 35«nm. 

(2) It should be operated by either a spring motor or 2U-volt 
electrical motor. The  spring motor should be wound Tith a 
ratcheting type charging handle similar to that used on auto- 
matic guns. 

(3) It should incorporate a three lens turret with the viewfinder 
elements mounted beside their respective lenses and viewed through 
a prism arrangement over the top of the camera. 

(U) A filter ring similar to the one used in the Mitchell caaera 
should be installed behind the three lens turret. 

(5) The opening for the film magazine chamber should be in the rear of 
the camera similar to the Filmo Speedster and GSAP Camera. 

(6) The film advance claw should be of a type similar to that used 
in the High Speed Mitchell camera, but modified to engage the film 
from the front of the magazine. 

(7) The. magazine sprocket drive should be engaged by the photographer 
through a positive lever system. 

(3) The handles to this camera should be similar to those used on most 
aerial still cameras and the trigger should be placed shove the 
right handle and operated by the right thumb. The handle on the 
right side should be placed on the rear portion of the catnera, and 
would also serve as the charging handle. The handle on the left 
side should be mounted on the forward portion when the camera is 
used without a mount, and made detachable for installation on the 
rear portion when used on a mount. 
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Plate  fjo.   il. 

Mo'iifiad trigger release  for Model  "Q" E}remo 
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Plate No.  U2. 

VC Radar with modification to mount the Abrams 
Recording Camera Adapter,  USS HENDEILSON (DD-735). 
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(9) In place of a fraraea-per-second setting knob, a tachometer and speed 
adjustaent knob should be substituted.  Thip would permit accurate 
operation or adjustment regardless of temperature changes. 

SPEED QRAPmC 

Speed graphics were used for shipboard, plane handling boat, and 
aerial photography. Speed Graphics were equipped with both Supermatic 
and Graphex type shutters. These shutters were mounted with both Ektar and 
Wollensak coated lenses« It was found that the Supermatic shutter with the 
solenoid type synchronizers were not as dependable for flash synchronization 
as the Grsphex type shutter. The reason for this was that the solenoids 
lagged when operated in extreme cold. The lag was evident with the use of 
either the three or the five cell flash guns. The Gr^)hex type shutter was 
subjected to temperatures as low as minus 16,6°?  and still operated satisfac- 
torily. It was sane times necessary to place the batteries inside the fcul 
weather clothing to keep them warm enough to insure operation when either 
type shutter was used. 

Tests were requested to be performed on coated lenses to determine the 
susceptibility to cold weather operation. Because of the limited number of 
cameras on board this test was not performed as recaomonded by the request- 
ing agency* The coated lenses on the Speed Graphics (that were constantly 
used) were subjected to extreme cold temperatures during normal operation 
over long periods of tLae and did not rfiow any visible signs of deterioration. 

These caaeras were equipped with KALiRT range finders model E. It was 
found that at temperatures below minus 10°?, two of these range finders were 
not accurate. These range rinders should have more working tolerances, so 
that the weight of the mirrors will cause them to fall when operating in low 
temperatures. The focal plane shutters on these cameras were very seldom used 
but functioned allright when used. Üth the exception of the above dis- 
crepancies the speed graphics were reliable. 

GRAyT-TflT 

The Series ND" Qraflexes used on this operation performed satisfactor- 
ily until temperatures of 680F were encountered. These cameras are lub- 
ricated at the factory with a grease that appears to have a heavy parafin 
base. Thia lubricant is quite suitable for average temperatures, but will 
harden to a soap-like consistency when 1cm temperatures are encountered. 
This lubricant hardening was first noticed on the moveable mirror shaft« 
and tripping mechanism. It is believed that the action of the focal plane 
shutter, due to its rubberoid coating, was retarded when colder temperatures 
were reached, but no accurate means were available for testing the shutte* 
speed. It was found necessary to increase the tension on the movable mirror 
spring in order to overcome the lag in tripping action. After the lubrication 
was changed to type ANG-3A grease and tension increased on the mirror spring, 
this camera operated more successfully. It is doubtful wheather this camera 
would operate in temperatures lower than 230F. 
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ABRAMS ADAPTER FOR RADAR RECORDING CAMERA 

(a) Abrams recording camera adapters were received on board both the 
U.S.S. HENDERSON (DD-735) and the U.S.S. CURRITTJCK (AV-7).  The units were 
used to record VC radar Repeater (modified) on board the HENDERSON and the 
VC-1 on board the CURRITaCK. 

(b) On board the CURRITiJCK modifications were made to adapt the Abraiis 
camera mount to the SG-l-B radar indicator. It was believed that better 
res^ilts would be obtained from the Indicator than from the VC-1 repeater. 
The camera was used on the SG~1-B until it was conäidered to interfere with 
the operation of the radar. It was then changed to the VG-1 repeater where 
it was used for the rest of the operation. This pemitted changing from 
SK to SG radar by means of selector switch rather than moving the camera 
each time* 

(c) On board the HENDERSON difficulties were encountered in adapting 
the camera mount to the 12 inch scope on the VC-1 repeater. It was necessary 
to construct an adapter plate to support the mount as shown in Figures h2, 
U3 and UU, 11 th the canera so mounted, it did not cover the entire scope, 
but covered a sufficient amount to be considered adequate, A more desirable 
mount wculd have been one which raised the camera approximately six inches 
higher, and thereby enabled the entire scope to be photographed. 

IV. ALTERATIONS OF WARRANT OFFICERS MESSROU PANTRY TO AERIAL NEGATIVE 
PROCESSING^ DRIING AND EjPjjg ftOQM^ 

The Warrant Officers Messroom and Pantry were obtained for conver- 
sion into a processing laboratory, film drying and marking room. The loose 
gear and fixed equipment such as chairs, tables, cabinets and electrical 
appliances were of general use in the conversion and little had to be 
removed. 

In the Warrant Officers Pantry were three metal benches (one with a 
sink with cold and hot running water faucets), one electric range and oven, 
on© 8.$ cubic foot electric refrigerator and numerous dish, cup and glass 
racks. Electrical outlets were few but overhead lighting was adequate (See 
Plate li50 

Both the benches and the sink were utilized. One bench on the 
after bulkhead was used for the loading and unloading of magazines and for 
the loading of Him onto the Smith developing reels for processing. The 
bench on the port side of the forward bulkhead was utilized for general 
work and for the passing of the processed film through the serving window 
to the dryers in the finishing and marking room- The long bench along the 
forward bulkhead that contained the sink was converted into the processing 
bench with a few minor alterations (See Plate U5), 
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In the conversion of the bench to processing, tfrelve (12) inch and 
one (1) inch pieces of one (1) inch angle iron were welded to hold nine 
(9) ^-inch Smith Developing Tanks (See Plates U6 and U7). Across the 
front of the bench, strips of light iron six (6) inches high were welded to 
hold ai^r water or solutions that should splash or overrun the tanks from 
going over the side on to the deck. At the same time, the open end of the 
splash shields could be closed off and that section filled with cold water 
around the tanks to serve as a cool: ng basin f o-** the solutions in *.he tanks 
(See Plate U7)« The cold and hot water lines running into the sink of this 
bench were maintained with a slight alteration to the cold water line« 
This line was continued to run to the bench s ection on the starboard side 
of the sink. Three spigots were added to take hoses. 

ATÜRIAL PROCESSING FINISHING, MARKING AND DIFFICULTIES ENCOUNTERED 

Exposed magazines removed from the aircraft on the seaplane deck 
were brought down one deck and all the way forward to frame 29 to the pro- 
cessing room, practically from stem to bow. The film trailer was then 
marked for identification after winding a few exposures through the magazine, 
hy pulling the dark slide and scratching the necessary information on the 
film. It was then, placed in film cais marked and taped,  and allowed to 
sit and gradually thair out to approximately room temperature» Magazines with 
exposed film were often received with a temperature of freezing or below, 
having been subjected to temperatures of minus 13^ to 220F while airborne. 
Upon completion of unloading and checking of magazines, the faulty ones were 
turned over to camera repair for checking, overhauling or replacing. The 
good ones immediately reloaded, marked and returned to their respective air- 
craft ready for operations« 

v. nm DHnNG. 

Four dryers proved to be insufficient for the amount of film being 
processed. The Model "J" Aerial Film Diyer proved to be the biggest set- 
back in the processing and finishing operation. This was due to marcr de- 
sign faults. light construction and constant high speed operation resulted 
in the breakdown and faulty operation of most of the dryers. The speed of 
the dryer also proved to be quite slow and the film was constantly becoming 
a backlog in the darkroom. During the first few weeks of operation the dry- 
ers were constantly breaking doim, requiring the constant vigil of one man 
and the continual services of a repair man. After a few weeks of reinfor- 
cing, overhauling aai altering, the dryers began to operate with less trouble 
and could run at full capacity without trouble. 

STARTER PLATES 

For a positive identification between bri-metrogon aerial survey 
runs, a Starter Plate was manufactured and used. This plate was a strip of 
aluminum approximately two inches wide and eight inches long with the word 
,•Sta^t,, perforated on it. Prior to each run the starter plate was inserted 
in the dark slide slot of the magazine and a few exposures made. This would 
result in the image of the starter plate and the word "Start" showing clearly 
on the exposures. 
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By the use of the starter plate system the maneuvering of the plane 
on one wing and the photographer making a few exposures at that time was 
eliminated. This saved considerable time by enabling the pilot, photo- 
grapher and crew after each run to settle down and commence the next run as 
soon as possible. 

The use of the starter plate also aided the film  markers to positively 
identify runs in the process of marking, thus saving time in that phase of 
the operation. In this way they did not have to take too much time in dis- 
carding, marking and identifying exposures between each run. 

The only disadvantage of this system is that the photogr^her may 
fail to remove one or more of the four plates before starting the next run. 
On only two occasions did tliis occur. In these twD cases the exposures were 
good except for the small area covered by the plate. 

The use of these starter plates proved very valuable and was highly 
successful to this unit during the survey operations, 

VI STILL PHOTOGRAPHY 

1. Speed Graphic 

Speed Graphics with the Graphex Shutter and the Supermatic Shutter 
were used and in most cases operated satisfactorily. The synchronization 
of the Supermatic Shutter with the solenoid type synchronizer was not as 
dependable as the Graphex Shutter. 

Graphex flash attachment operated especially well except when it was 
exposed to temperatures of approximately l^0?* The batteries were affected 
by this low temperature and it was necessary to put them inside foul weather 
clothing for warmth, to insure operation. 

Suggestions and Recommendation3; 

That on future operations where cameras are exposed to salt spray, rain, 
cold weather and the possibility of rough handling, tests should be conducted 
using the Combat Speed Graphic with flash and range finder equipment« 

K-20 AIRCRAFT CAMERA 

The K-20 with focusing ring attachment was used extensively and proved 
to be of great value. It is fast in operation, light in weight and carries 
a desirable number of exposures. It was used in all kinds of weather, in 
boats and in planes. As an all around out door camera it would be hard to 
find a better one. 

Suggestions and Recommendations: 

The K-20 camera should be used on all future operations. It should 
be lubricated with the proper oils and greases before being used in cold weather. 
Special locations for lubrication on the K-20 camera are the retracting fins 
on the back of the piston, the locking shafts T*I ich holds the pressure plate 
down and the actuating disc in the drive assembly. 
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Plate No. U3. 

VC Radar with modification to mount the A-brams 
Recording Camera Adapter, USS HENDERSON (DD-735) 
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Plate No.  hh. 

VC Radar with modification to mount the A^ais 
Recording Camera Adapter,  USS HENDERSON  (DD-785) 
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Plate No, a5. 

Drawing of floor plan of W.O.  Pantry showing conversion 
for aerial film processing and loading. 
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Plate No. U6. 

View of angle irons installed on W.O. Pantry sink board 
to prevent Smith Aerial Film Developing Tanks frcm shifting. 
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Plate No. hl* 

View of Aerial Film Developing and fixing installation in 
W.O* Pantry showing arrangements of tanks and alteration 

to sink. 
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Plate No. U8. 

View of aerial fila washing system installed in W.O. 
IZ£ showing fresh water lines and sink alterations. 
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Plate No. U9. 

General view of W.O. Pantry ae 
altered for aerial film processing. 
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PUte No,  50. 

Draoring of floor plan of W.O. Uessroom showing conversion 
for aerial film finishing and marking. 
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Plate No.  51. 

Aerial film drying and roarking 
arrangement in W.0- Messrooou 
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Plata No. ^2. 

Aerial fila drying and marking 
arrangement in the W«0» Messroom. 
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Plate No. 53. 

Aerial film drying and marking 
arrangement in the W.O. Messroom. 
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MEDAIIST 

The Medalist was used very little due to the availability of other 
cameras with a greater number of exposures. The Medalist jammed on the 7th 
or 8th exposure, causing undue trouble in returning to the laboratory for 
unloading order to save the film. 

Suggestions and Recommendations 

That the Medalist be eliminated from this type expedition; no 
substitute is required« 

GRAFLSX 

The Graflex was used but not to great advantage. In cold weather 
the mirror slowed down and at times completely stopped, causing the camera 
to be abandoned for outdoor use. 

F-56 AIRCRAFT CAMERA 

The F-5>6 was used aboard ship for photographing ^loud formations, 
Antarctic phenomena>and surface views of mountain peaks in the ice-pack. 

Suggestions and Recommendations; 

That an infra-red focusing post be included with the F-56 camera, 
making it possible to use the F-56 in carrying out tests and reconnaissance 
missions with infra-red. 

FIIM PACK 

Film Packs were used throughout the operation and were successful. 
The film itself maintained its sensitivity when the film was exposed 2h  to 
72 hours to the weather with the temperatures ranging between li;0 to 2f>0F. 
No cracking or checking of the emulsion was encountered as a result of 
brittleness. The Film Pack tabs were difficult to separate when wearing 
five finger winter aviation gloves but could be parted with not too much 
loss of time. 

Suggestions and Reconmendationat 

Film Packs be used in all outdoor photography in the Antarctic. 

CUT FILM 

For indoor photography. Where it is possible to operate without 
gloves, operation with cut film was convenient. Outdoors where it is 
impossible to remove gloves for operating and attaching the holder to the 
camera, it is quite difficult. 

Suggestions find Recommendations: 

Cut film be used for indoor photography and photographic tests oniy. 
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KODACOLOR 

There were veiy few da^s that could be called ideal for color photo- 
graphy but in almost every case wnere Kodacolor was used, good results were 
obtained. 

Suggestions and Reconunendations; 

Kodacolor be used in the Antarctic, and further tests be conducted 
using Harrison and Harrison color correction filter. 

ANSCO COLOR 

Very little success was experienced with this film. Indoor use of 
blue flash bulbs with daylight film gave fair results. When used outdoors 
there was a predominance of red or ultra-violet. In development, fraying of 
the edges occurred unless the film was re-exposed under water. 

Suggestions and Recommendations; 

Further experiments be carried out using the Harrison and Harrison 
color correction filters for compensating for the predominance of red in the 
film or the Antarctic light. That re-exposure of the film be carried out 
under water. 

GLOVES 

Nylon or rayon gloves were not received by this unit, making it 
difficult to operate the cameras. At times it was necessary to remove 
the five fingered winter flying gloves to make an adjustment on the camera, 
thus causing unnecessary exposure to the hands. 

Suggestions and Recommendations; 

That special care be taken to include nylon or rayon glove inserts. 
Also^ that a warm close fitting glove be used over the inserts making it 
possible to adjust the major parts of the camera without removing the outer 
glove. 

FILTERS 

Filters are of the utmost importance in Antarctic color photography. 
They are important in black and white photography when it is desired to 
correct or over correct the sky. The H. and H. color correction filters were 
used and tested to a certain degree but not thoroughly enough to determine 
how effective they were on all types of color film at different geographical 
localities and times of the day. 

UV-15, UV-16, and TJV-17 filters were tested with Ansco Colcr film but 
were abandoned because of the predcminance of red that r esulted. 
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The G, 25-A, minus blue and K-2 filters were used for black and white 
film.  The G and the minus blue gave more normal correction, therefore were 
used more frequently. 

Suggestions and Recommendationst 

That a 23-A filter be tested with panchromatic film. Also that a 
C-5 filter series Wratten VI be made available for further testing in the 
Antarctic. 

EXPOSURE METERS 

The General Electric Exposure Meter was the only one available to the 
Western Group. The performance of this exposure meter at all times was as 
accurate as could possibly be expected. 

Suggestions and Recommendations; 

That :he General Electric and the Weston Meters both be included 
on future expeditions so that comparative tests may be made. 

FLASH BULBS 

The 25-B, 2-B, Press-UO, Press-5, and Number 3 Flash Bulbs were used. 
All bulbs performed with a low percentage of failures and were indispensable 
for direct and fill-in lighting. Very few bulbs failed to operate, regardless 
whether they were being used inside or outside, in low temperatures. It is 
believed the cold weather had little or no effect on the bulb itself. 

Suggestions and Recommendations: 

Care be taken to keep the batteries for the flash gun as warm 
as possible by keeping them inside foul weather clothing. The use of an 
electronic type flash, having portable batteries for carrying over the 
shoulder, making it possible to strap them around the body inside the foul 
weather clothing, could be the answer to Antarctic flash photography. The 
batteries would have to be of a design to fit inside foul weather clothing 
and curved to fit the body, as an aid in carrying for long periods of time. 

VII PHOTOGRAPHIC TESTS 

Some of the difficulties encountered, besides cold weather, in 
performing photographic tests for C.N.O. were: the scarcity of men, the 
absence of the proper film and the small number of days photographically 
available for this type of photography. 

One Chief Photographer's Mate and one Photograph's Hate second class 
were assigned to this detail along with their other duties (such as the 
responsibility for all still coverage for Task Group 68,2, second photo- 
graphers in the PBM-^'s and laboratory duties). 
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Black and white out-of-date film was a constant source of trouble 
and part of the color film arrived too late  to be utilized to the best 
advantage.    Infra-red film was not used because cameras of the proper size 
did not have infra-red focusing posts. 

The normal day in the Antarctic is overcast with a high reading in 
light value.    For close-up photographs of planes,   ships,  and icebergs,   the 
light value was high and good results were obtained.    In the photographs 
taken out over the ice-pack and water,  the ice, water and sky blended together 
causing a flat negative,  even with the use of filters.    The abnormal day 
when it would have been possible to run tests, it would also be good weather 
for flying and the photographers were necessarily assigned to higher priority 
task^ making it impossible to perform these tests in the manner suggested. 

Suggestions and Recommendations; 

Ajy activity requiring tests involving non-standard equipment should 
furnish the equipment, material,  and personnel required. 

VIII.    NEGATIVES AKD TRAKSPARENCIES TAKEN  FOR   VARIOUS ACTIVITIES 

AEROLOGICAL 

Aerological Black and Tlfnite and color stills of weather phenomena 
and equipment in use aboard the U.S.S. CURRITUCK (AV-7). 

Negative numbers AAW 3V7, 350, 351, 3^2, 353, 35U, 355, 356, 357, 
358, 359, 361, 389, 390, UO? and Uo8. 

One roll of color film K-18, marked:    Aerological Supplementary 
color vertical and horizontal cloud formation Supplementary Roll No« 1 
dated l-12-ii7. 

One roll of Black and White. K-18 film marked Aerological Special 
Black and Vfhite Vertical and Horizontal cloud formations Roll No. 1 dated 
1-12-U7. 

PANORAMIC 

Panoramic photographs from surface vessels of coast line or islands. 
Negative numbers AAW 150, U5l, U52. 

BUREAU OF SHIPS, HELICOPTER 

Bureau of ships requirements» Helicopter installation facilities. 
Negative numbers AAW 391, 392, 393 and 39U. 

ELECTRONICS, Chief of Electronics. 

Bl^ck and White ohotographs of modified electronic equipment. 
Negative numbers AAW 16U, 165, 166, ISO, 182, 229, 198 and 199. 
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RADAR 

12 Rolls of Shipbon» Radar Recording Camera Film taken on Ü.S.S. 
CURRITUCK and one (1) roll pf film from the Ü.S.S. HEMDKRSON was turned over 
to Lt. Comdr, R.L. Hildebrand, ÜSNH, Electrical Engineer, Task Group 68.2, 

PFIOTOGRAFHIC INSTALLATIONS. Chief of Bureau of Aeronautics. 

Photographic equiment installed in PBM-5« Negative numbers AAW 
163, 1B0, 132, 183, 187 and 229. 

HEUCOFTER OPERATIONS. 

Bureau of Aeronautics Black and White and color transparency stills 
of helicopter operations» Negative numbers, AA)f 3, 6, 8. 27, 15>8, 362, 363, 
36U, 365, 366, 367, 368, 369, 370, 391, 392, 393, and 39h. 

H   MOTION PICTURES 

It is felt that the operations of Task Group 68«2. were adequately 
covered in motion pictures, and that an interesting documentary story was 
obtained in color and Black and White. 

However mechanical and structural deficiencies of the motion pic- 
ture cameras were maay, and several scenes that were impossible to duplicate 
were probably lost because of camera malfunctions. 

Motion picture cameras when received were in very poor condition. 
Most of them were stamped OPERATION CROSSROADS, and upon inspection some were 
found to be out of time« Gear drive boxes and magazines still contained heavy 
lubricants mixed with particles of sand. It was obvious that few, if aiy, 
were cleaned or checked for mechanical failures prior to issue for use on 
OPERATION HTGHJTJMP. One Cine Special camera bore a tag marked "Do not use - 
no good"« 

Detailed mechanical discrepancies and modifications are listed in the 
Camera Repair Section of this report. 

EiaiO 

The Eyemo was the most unreliable motion picture camera aboard. Of 
the two received, only one could be used outdoors in cold climate, and then 
was under constant repair. When first tested both cameras would fail on 
spring power at temperatures of approximately plus !>90F., and motor power 
at plus 50°?. By polishing down the aperture plate and lubricating with low 
temperature oils, one ^yemo would operate at about minus 0«UoF. with motor 
power only, while the other could not be improved despite all efforts made. 
Fortunately, colder weather was not too often encountered. 

Neither camera would operate while in fligfct where temperatures of 
from minus 0.l4oF centigrade to minus 23.8°? were encountered. 
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MITCHELL 

Of the two Mitchells received> one was out of time, and because 
of the overload of camera repair work and their being no need for its ser- 
vices, no attempt was made to place it in commission. 

The Mitchell was not used to any great extent because none of the 
iiOO ft» motion picture stock ordered had been received prior to leaving San 
Diego, Calif., and by the time the U.S.S. PHIUPPINE SEA arrived south with 
our requested supplies, most of the 35-«nilllmeter shipboard coverage had 
been completed. However, its bulkiness and weight were also reasons for 
its little use aboard ship. Shortage of outdoor bulkhead electrical re- 
ceptacles necessitated the use of batteries for power source, making the 
combined weight of the equipment about 160 pounds. It was very difficult for 
one man to carry this equipment from one section of the ship to another, 
with adequate assurance of shifting to a more advantageous position in time 
to catch some desired action. 

In flight however, after certain modifications were made, the 
Mitchell was the only 35-millimeter M.P. camera that could be used with 
any degree of success. 

In the first attempt at 3$-iailliaeter work in the air, four (k)  12- 
volt portable batteries were used as power source because of the 2U-volt ele- 
ctrical system in the plane. The batteries were placed in the area of the 
port waist hatch and were subjected to approximately the same temperaturef 
as the cameras. A high hat was designed to carry the camera on either of the 
two waist gun mounts. The temperatures reached at different times of day 
and different altitudes were: 

0630 Minus 28.U0? 28 F.P.S. 

0730 Minus 28.U0? 22 F.P.S. 

0900 Minus 18°?. 8 F.P.S. 

1000 Minus 23.80F 2 F.P.S. 

1030 Minus $.8°?. 0 F.P.S. 

Camera normal temp. 

After takeoff. 

114,000 feet alt. 

16,800 feet alt. 

11,000 feet alt. 

At approximately 11*00 feet altitude the lens focusing ringsi aperature 
rings and focusing knob on the view finder became frozen and inoperative. 

Upon return to the ship, the camera was completely de-oiled, cleaned, 
and relubricated with low temperature lubricants. A 12-volt line direct 
to the waist hatch from the planed batteries was installed in order to 
rectify any possible independant battery power loss from low temperature. 
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Another flight was made with approximately the same results, so it 
was decided to use a direct 2U-volt line on the 12-volt camera motor, sind 
replace the high hat installation in the waist hatch gun mount for a tripod 
set up on the center line of the deck in order to eliminate the wind blast. 
The results of this change proved satisfactory, with 2,000 feet of film exposed, 
although the tripod legs and spider took up all the available athwartship 
space in the waist, causing a bottleneck for the transfer of tri-metrogon mag- 
azines from storage to the tri-metrogon camera position. 

During time the 2U-volt power source was used, the 12-volt motor did 
not spark out or become excessively warm during operation. The friction 
clutch on the motor was set wide open in order to obtain 2k frames per second. 

GUN CAMERA 

The Gun Camera performed in excellent style mechanically. The only 
difficulties encountered were from jansning magazines. Cold weather and the 
tight loop method of threading magazine film is conducive to film breaks. 
Because it has only one fixed focus lens, and can be operated only by elec- 
tricity, the Qun Camera^ uses are limited. It is however an excellent 
camera for the purpose designed. 

CINE SPECIAL 

Of the four (U) Cine Special cameras and eight (8) magazines received, 
two cameras and four magazines failed mechanically during the first phases of 
the operation. It is believed however, that the Cine Special is the best of 
the movie type cameras received for all purpose work. It operated at all tem- 
peratures encountered, the lowest being minus 23.8°?, without noticeable lag. 

Focus stop pins were sheared on two of the 15 millimeter lenses which 
may result in some footage being out of focus. 

Mechanical failures were due mostly to irreplaceably worn claws which 
puu three magazines permanently out of commission. 

EXPOSURE METER 

The General Electric Meter was used exclusively throughout the 
operation and was considered thoroughly reliable. At times accurate readings 
were difficult or impossible to make depending on the subject. 

light reflection from the ice pack was extraordinarily great, and in 
the case of a PBM-5 taking off or landing, the average water reading was about 
6 foot candles. 3 to 5 degree upward change in meter angle however, would 
bring the needle against the 70 foot candle pin, so a happy aedium, favoring 
slight under exposure for color film was used. The average lens aperture 
opening used on outdoor scenes at 2k  f.p.s. was f«8. 

A frequent topic of conversation was the possibility of adding another 
light factor to a meter for extreme light. It is felt that it would be of 
more use in Antarctica than the now used "Hood Off" element for measuring 
weak light values. 
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RECOMMENDATIONS 

It is the general opinion that the standard motion picture cameras 
used by the Navy today are not suitable for the many varied uses in freezing 
climates, nor do they give positive assurance of consistently good mechanical 
operation in the field under loir temperature conditions. Both in structure 
and design, they lack, too many essential qualities necessary for cold weather 
photography. Almost all of them are good for the purpose designed, but it 
is believed that one type can be built to incorporate all of the good features 
of each into an all-climate camera. This camera, it is felt, should be of 
combat design, of as light weight and compact structure as possible for porta- 
bility, and definately a magazine load type. A Mitchell, Cine Special or, 
SJyemo cannot be threaded with any amount of speed or assurance when heavy 
mittens are worn, and to remove them places the cameraman in danger of severe 
frost bite at extremely low temperatures. 

Many features of the present day cameras could be eliminated to make 
room for more important appliances that would serve a better purpose. The 
single frame exposure, the rewind unit, and the degree opening lever are a 
few units on the Cine Special that are of little or no use to a field camer- 
aman. The wind handle is too long, and often hits the speed knob while crank- 
ing, thereby changing the frames per second speed. By merely brushing the 
camera against clothing it is found that the degree opening lever would 
change to various positions, and the rewind handle would fall away from the 
camera because of a poor locking device. The footage speed indicator window 
could be replaced with a tachometer, which is considered all-important for 
work where frames per second speed will vary with temperature. 

A three lens turret similar to the Filrao Auto Master could be adopted 
for quick lens changes. The finder elements should be placed above or along 
side their respective lenses so that the lens and view finder element change 
is made simultaneously. 

The view finder should be hooded, because many times the sun is directly 
behind the photographer and glare from it blinds out the window view entirely, 
very often causing the photographer to lose sight of his action. 

Making the many necessary filter changes was a lengthy and clumsy pro- 
blem when wearing heavy mittens. Filters should be of glass construction, 
and a disc containing at leastfour (U) receptacles for various types of fil- 
ters should be situated between the shutter and the lens position of the 
camera. Similar to the Mitchell, it could be of rotary design that facilitates 
a rapid choice and change of filters. 

In a modification of an Eyemo,  it was found that a pistol grip 
trigger method of starting was most suitable.  The pistol grip could be placed 
beneath the camera in such a manner that it could be adjusted and locked to 
suit the individual photographer's shooting position. 
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Time and lack of necessary equipment prevented experimentation on 
installing heating units in gear drive boxes  to prevent freezing of the 
assembly«    The problem of controlling metal contraction and expansion to 
prevent the janming of a camera remains to be solved.    In some cases^  re- 
gardless of lubricants,  it is believed this contraction of metal parts 
was the cause of most difficulties. 

It is believed that the above recommended features could be built 
into 16-millimeter and 35-nilllimeter cameras of identical design, each to 
carry not less  than 100 feet of magazine  film. 
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ANNEX 1W0 (c) 

TASK GROUP 68.3 

PHOTOGRAPHIC REPORT 



I INTRODUCTIUN 

This report presents the photograpnic objectives and accomplish- 
ments of the Eastern Task Group, with the problems encountered, action 
taken, and recommendations» 

Recommendations similar or identical to those of the Central 
or Western Groups have been omitted» 

II OBJECTIVES 

Primary:  Tri-metrogon reconnaissance survey of the continental 
area, coastline, and island areas of Antarctica, from longitude IkS 
West to as far East as operations would permit. Secondary: To obtain 
complete still and motion picture documentary coverage (in Black and 
White, and color) of the operational and photographic requirements of 
various Bureaus and other Governmental agencies, 

III AIRCRE.VMEN 

Prior to flight the cameras were run through several operating 
cycles to insure proper working condition« A check was made to insure 
that lenses and filters were clean, and that the shutter and diaphragm were 
set for light conditions expected. The navigation and stop watches 
were drawn from the Squadron Navigation Officer, and the navigation 
watch was installed in the Gremlin recorder. The date, name of the 
photographer and flight number was recorded on the data card provided 
in the recording chamber of the radio altimeter, radar camera and 
gremlin recorder. Ail clocks were set on OCX, The contents of the 
spare parts kit were checked. The check-off list was signed and turned 
in prior to departure. 

As soon as the crew secured from their take-off positions, the 
photographers ins tailed the plexig]ass hatches in the waist and set up 
the handheld oblique camera. One photographer took station in the 
waist; the other set up the tri-metrogon cameras, installed the view- 
finder, and inserted markers in magazines« 

When the area to be photographed was reached, the first photo- 
grapher manned the tri-metrogon station and the second photographer 
manned the oblique waist station. Both remained at stations until 
the area was photographed. On return flights to the ship the tri- 
metrogon cameras were secured after leaving the coast but the oblique 
station was not secured until the flight landed at the ship. 

The photographer recorded as accurately as practicable the GCT 
of photographs taken, true heading, drift, ground speed, and barometric 
altitude of the plane* This information was obtained from the pilot 
or navigator. Entry was made on the data sheet to show from which side 
of the aircraft oblique photographs were made, indicating the relative 
bearing of the subject when possible. 
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Prior to landing the plexiglass hatches were removed and the 
waist hatch secured»  Tri-metrcgon hatches were checked to insure that 
they were properly secured and watertight« 

AXter the plane was hoisted on deck the photographers passed 
magazines with data sheets to the waiting processing team» After 
each flight and upon securing the aircraft, the photographic aircrewmen 
reported any discrepancies in photographic equipment, or any deviation 
from the normal procedure prescribed for making runs and recording 
data« 

Between flights photographic aircrewmen assigned to flight crews 
worked with other members of the plane crew making the plane ready for 
the next flight» The photographers1 main concern being photography, 
they were responsible that cameras were cleaned and in good mechanical 
working condition» After work in the aircraft was completed photo- 
graphers worked in the laboratory» 

IV AIR OPERATIONS 

Prior to departure from the United States pilots, navigators 
and aircrewmen were given training in photography» Installation of tri- 
metrogon camera mounts and Gremlin recorders was completed in PBM air- 
craft and a recording apparatus for photographing the radio altimeter 
(SCR-718) once each 60 seconds during survey flights was installed» 

'While enroute to the Antarctic lectures were conducted for 
pilots, navigators, and photographic aircrewmen on overall requirements, 
their individual responsibilities, procedure for making mapping runs, 
identification and marking of negatives, and photographer's jheck-off 
list. The radio altimetor recording apparatus installation was completed 
and tested, aerial cameras and magazines were cleaned, winterized and 
tested, standby aircrewmen were familiarized with the operation of 
trl-metrogon cameras, radar scope recording camera, and radio altimeter 
recording apparatus» 

V LABORATORY 

Prior to transfer of TF-68 photographic personnel to the USS 
PINE ISLAND the Photographic Officer of this Task Group visited the 
ship to estimate additional space to be required, changes, alterations 
and addition0 necessary for photographic installations« In addition 
to the photographic laboratory proper and the sensitized cold storage, 
the following spaces were assigned to photography: 

(1) W»0» Mess and Pantry for use in aerial film processi;^,, 
marking, Sonne printing and aerial camera storage» 

(2) Admiral's and W»0» Stores for use as storage for chemicals, 
printing paper, and small photographic equipment« 
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(3) Officers« bunk room number k  for storage of large equip- 
ment and the bulk of photographic material, 

(h)  Stateroom number lOii for storage of camera trunks, small 
photographic equipment not in use, and hand held aerial 
cameras* 

(5) Stateroom number 101 for movie office and storage of movie 
film and cameras for quick access, 

(6) Aviation Instrument Repair shop for camera repair0 
(7) ^lag Plot for TG Commander, Hydrographie and Photographic 

Officers' office and work space, 

VI  ACCOMPLISHMENTS 

(1) Stills, 
1376 still photographs were made and filed by the Eastern 
Group of which 1263 were Black and whites (85^ being k by 
5 inches), 87 Kodacolor and Ansco, and 26 Kodachromes. 

(2) Movies, 
U2,000 feet of motion picture film were exposed during the 
operation of which 35*550 feet were 35-Eni black and whites, 
5,950 feet 16-oim Kodachrome, and approximately 500 feet 
16-imn black and whites, 

(3) Aerials. 
8,298 aerial negatives were made and processed; 5lii K-17 
obliques, 5,763 Tri-Metrogon, and 1,921 Gremlin, timer 
negatives« 

(U) Photographic Flights, 
Twelve photographic flights were made averaging 8,25 hours 
per flight a total of 99 hours. The longest and shortest 
photographic flights were 12,It and ii.2 hours respectively. 

(5) Aerial Film Processing, 
An aerial film processing log was kept for recording work 
accomplished and time- required. 
The follo'^ing is a brief summary of accomplishments for 
one processing period flights Nine and Ten, 
21* Jan I47 - 0500 

Film received from flight Nine (9): 
6 rolls Tri-Met, 2 rolls Gremlin timer, 1 roll oblique, 
1 roll 35 mm radio altimeter film, and 1 roll 35 mm 
radar scope film, 
0600 Test strip completed from oblique camera; processing 
started, 
0630 Received film from flight Ten (10): 
6 rolls Tri-Met, 2 rolls Gremlin timer, 1 roll oblique, 
and 1 roll 35 mm radio altimeter film, 
0800 two rolls from flight 9 processing (Power failure 
of film dryer delayed work J hour and damaged one roll 
of film). 
1200 Commenced marking film from flight 9« 
1700 Flight 9 completely processed, 

25 Jan 0500 Flight 9 completely marked. Flight lOcompletely 
processed. 

0730 conmenced checking flight 10 for marking. Dark room 
ready for Sonne printing. XFover  failure in W.0, Pantry 
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delayed Sonne printing 7J- hours), 
1030 Commenced marking flight 10. 
1200 Processed Radio Altimeter and Radar Film; flights 
9 and 10. 
1^00 Commenced Sonne printing (strip printing). 
1900 Finished marking flight 10. 

26 Jan 0230 Both flights finished - job complete. 
0900 Laboratory ready for next flight (field day held, 
chemicals mixed, etc). 

Comments 

USi hours were required to process 18 rolls of film 
(111,200' rolls and U,125')a 3 rolls 100' 35 mm movie 
film, mark aerial film, and make one (1) Sonne print 
from 18 rolls. This included approximately 8 hours 
lost due to power failures. 

(6) Photographic Prints 
Photographic Prints made from above negatives are 
listed below: 
(1) 7 inch Sonne roll prints 

(Approx 7x7«) 18,720 
(2) 9 inch Sonne roll prints 

(Approx 9 x 9n) 16,900 
(3) U x 5 inch prints 3,360 
(U) 5 x 7 inch prints 375 
(5) 8 x 10 inch prints 7,5U7 
(6) 10 x 10 inch prints 3;500 
(7) 10 x 20 inch prints 1^075 
(8) 11 x 11; inch prints 875 
(9) 18 x 22 inch prints 125 

52,1*77 

VII DIFFICULTIES ENC0U1ITERED AND RECOI'.fcENDATIONS. 

Shipboard Personnel 

It was found that the number of photographic personnel assigned 
were not sufficient to carry out photographic requirements. 

When processing aerial film it was necessary to stop all other 
photographic work and use all available men in two twelve hour shifts 
to expedite completion of aerial survey work. 

VIII SHIPBOAHD PE^OHNLL. 

The following photographic complement is suggested as necessary 
on an AvT when operating two PBM airplanes on a similar operation. 
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One Photographic Officer, four CPhoM's, six Phoia, ten PhoM3, 
four Seamen Photo Strikers, and one Yeoman (Second class or above,). 

When supporting six to twelve aircraft the complement should 
be increased as follows: 

One Photographic Officer, four CPhoLl's, Nine Pholfl., fifteen 
PhoM2 or PhoM3j six Seamen Photo Strikers and One Yeoman Second Class 
or above. 

IX PHOTOGRAPHIC AIP.GREYw*I£N 

During flights over the Antarctic Continent one photographer 
could not efficiently operate the tri-metrogon cameras, shoot supple- 
mentary oblique cameras, and record essential data necessary for 
accurate compilation of all photographs, 

A second photographer was assigned using stand-by photographic 
aircrewmen from the supporting personnel* This increased efficiency 
within the aircraft during flights but at the same time cut laboratory 
processing and completely stopped work on several projects to which 
these men were assigned» 

It is recommended that in future operations of this nature two 
PhoM's be assigned each plane crew with one stand-by PholJ for each 
three aircraft. These photographers should be in addition to the 
supporting shipboard personnel listed above. 

X PILOTS 

In many instances mapping procedure and instructions were not 
followed. Common errors were: Changing course during mapping runs, 
changing altitude during runs, and failing to overlap the previous run. 
This is attributed to the fact that pilots were not thoroughly trained 
photographic pilots, 

XI PHOTOGRAPHIC OFFICERS 

Aerial survey operations would be more efficient if photo- 
graphic officers were given a period of training in photogramaetry. 
This would familiarize the photographic officers with the compilation 
of tri-metro^on photographs and their translation into charts. The 
officers would gain necessary information to properly plan and accurately 
evaluate work  of this type, 

XII CAMERA PROBLEMS 

(1) K-20 aircraft cameras: These cameras were received in poor 
condition requiring a major overhaul before they could be 
relied upon. All K^O's in this Task Group were manufac- 
tured by Folmer Graflex Co., but the spare parts were for 
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Fairchild models. Theoretically these parts are inter- 
changeable, but it was found that this was true only in 
major assemblies, 

(2) K-17 Aircraft Cameras:  The winding clutch in one K-l? 
case drive broke due to metal fatigue.  This camera was 
placed back in commission by cannibalizing a calibrated 
K-17 set, as no spare part? for these cameras v^ere received. 

(3) Gremlin Recorder: The shutter assembly in one recorder 
was bent when received and jammed beyond reppir.  It was 
evident that this timer had not been tested before delivery, 
for such a major discrepancy would have been discovered. 
Mo photographs could be made with the shutter in such a 
condition. 

(L) Gremlin Recorder Magazine (F-56): During one flight an 
F-^6 magazine sheared a taper pin on the take-up spool 
drive.  The magazine was repaired and placed back in 
commission. 

(5) The 3$ mm Eyemo Motion ricture Camera:  Considerable 
trouble was encountered with the Eyemo cameras. With four 
cameras it was impossible to keep more than one in opera- 
tion at a time.  The bearings of the cameras received, as 
well as those previously on board, were worn to such an ex- 
tent that it was impossible to use them until all bearings 
were replaced.  This condition is attributed mainly to lack 
of proper lubrication and proper maintenance by previous 
custodians. 

(6) Mitchell Cameras:' Two Mitchell motion picture cameras were 
received. One camera had a burned out buckle switch; the 
other was received with magazines belonging to a newer 
model camera and with a turret missing. The buckle switch 
could not be repaired or replaced, so it was necessary to 
wire around the switch in order to operate the camera, thus 
eliminating an important safety feature. Both cameras had 
25 mm lens but hau no flanges for mounting them. One camera 
was kept in commission by cannibalizing the other one. 

(7) P.adio Altimeter Recording Camera.  This camera functioned 
satisfactorily and is considered essential to aerial survey 
where ground control is impossible.  It is recommended tnat 
this camera operate simultaneously with the survey cameras 
and so wired that it can be operated continuously when the 
survey cameras are turned off. 

XIII AIRCIiAJT 

The dome light installed in the tunnel of PBM aircraft was inade- 
quate. Additional lights were installed. 

ZIV  LABORATORY PRGU^S 

(1) Hypo. 
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Atkinson prepared fixing bath had many impurities causing 
small spots on the film« After this was discovered all 
fixing baths were mixed with hypo crystals, 

(2) Developer, 
A large shipment of Atkinson low contrast developer (Sl-D- 
11Ö-100) was received. Many cans were rusted through, 
oxidized and deteriorated, a^.d were discarded as unreliable. 

(3) Temperature Control of Water, 
Water from the fresh water tanks was too cold for use, 
(Approximately U00F), There was one hot water spigot with- 
in the photographic laboratory wiiich supplied water to the 
film developing room, 

(U) Aerial Film Developing Outfits, 
The Smith Aerial Film Developing Outfits, (1Ö-D-1$5, 1Ö-D- 
li?6 and 18-D-176) were not adequate to fulfill the demand 
made upon them. The reels provided (18-D-155) were not 
properly designed to operate under the load of ^"x 200' 
film. All Smith reels and motors provided were inoperable 
in a short while. The drive shafts slipped continually in 
the rubber shock absorbers which at first would not allow 
the motors to reverse and finally become so loose it was 
impossible to crank the film through by hand« 
The Army type B-5 Developing Outfit, Array stock number 89OO- 
219150, US-volt, 90-watt is reconmended, 

(5) Aerial Film Dryers» 
The Smith Model MJn Aerial Film Dryers (18-0-796) were found 
entirely too slow in operation. Drying of aerial film cre- 
ated a considerable bottleneck in processing. In addition, 
the rollers of the three dryers were impregnated with wax. 
All efforts of removal, including boiling, sanding, and 
soaking in benzine were of no avail. The dryers continuously 
deposited patches of wax on the back of all film. 
The Army type A-10, Army stock number 8900-237860, ll^-volts 
or 115-230-volts, 3000-watts, aerial film dryer is recommended. 

(6) Sonne Printers (l8-P-2ii575). 
The two Sonne printers were out of commission when received. 
All switch handles were broken off, frames of both printers 
were bent, and one printer was missing a major part of the 
negative supply spool brake, With two printers enough parts 
were available to keep one in commission. 

(7) Sonne Print Dryer. 
A modification was made on a Pako Liberty liodel matte dryer 
to provide an automatic take-up for rolls of Sonne prints. 
The matte dryer was superior to the Smith Aerial Film dryers 
for the drying of Sonne prints. It is also considerabü^ 
faster and the prints are not subjected to as much strain. 
See Plate 12. 

XV  COHCLUSION 

There were many photographic tests and projects carried cut 
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by all Groups, but because of the scientific or technical nature, this 
material is not included in this report, ^ll of this material has 
been forwarded to CNO (OP-55P) Tor final analysis. 
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Plate No. 2 

rlag Plot - TG Commanded, Photographic 
&c.  hydrogra; hie Office and work space. 
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Plate No. 3 

Photographic Laboratory - Finishing Room - A-303-1L. 
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Plate No. k 

Printing Room - Contact and Enlargement 
- Photographic Laboratory (A-303-1L). 
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-late Wo. 5 

Developing Room (Color and B&W) 
Photographic Laboratory (A-303-1L) 
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Plate No.  6 

Aerial Finishing & Aerial Catiera Storage - Vf.  Ü.  Mess, 
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Plate No. 7 

Aerial Finishing - W. Ü. Uess, 
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Plate No, 8 

Aerial Film Developing k  Sonne Printing 
- W. 0. Pantry. 
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Plate No. 9 

i^ovie  (Office)  Storage  (Stateroom 101), 
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Plate No. 10 

Camera Repair, 
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Plate No. 12 

Attac lunent for Matte dryer for drying Sonne prints. 
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Plate No, 13 

Altitude Recording Apparatus Installed 
in PBM Aircraft of Eastern Group« 
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I. INTROIXTGTION 

The Annex concerning photogrammetry is treated somewhat differ- 
ently than the other Annexes because the activities resulting from the 
photogra«Bietrie and cartographic actiTities of Operation H1GHJUMP 
conatitutea a prograie of several years duration. For this reason' it 
is not possible to give thoroughly qualitative findings in these pages. 
However, the first phase or the "Field Program* has been completed and 
while complete, detailed, qualitative analysis is not available, a 
coMprehnosive repoi't on the activities which took place and numerous 
specific recommendations are presented herewith« 

II. THE OBJECTIVES 

A. To obtain a«rial reconnaissance mapping photography of as much 
of the coastal, continental, and pack-ice regions of the Antarctic as 
practical within the limits established by available equipment, time, 
and weather. Detailed preferences, which generally favored little or 
totally unknown areas, were established by the Hydrographie Office and 
the Naval Photographic Services« 

B. To obtain along with the reconnaissance mapping photography, 
sufficient air and ground control, consistent with the equipment and 
time available, to provide a basis for the construction of relatively 
accurate maps and charts of the Antarctic* 

C. To make operational tests of photogrammetrie methods, proce- 
dures, and equipment in an unknown area with a minimum of ground 
control. 

D. To provide operational photographic reconnaissance training 
under conditions peculiar to polar areas for aviation personnel, 
especially pilots, navigators and photographers. 

III. PUNNING AND PREPARING FOR PHDTOGRAMMETRIC OPERATIONS 

No photogrsasetrists were assigned duty in the Task Force until 
after operations had begun, therefore all plans and preparations for 
photograa»btric activities on Operation HIGHJUM? were designed and 
executed by various aeabers of the Staff, with advice from the Hydro- 
graphic Office. There were no Naval photograinnetric Officers avail- 
able for duty. The billet for staff Fhotograjmnetric Officer was 
filled by a reserve officer who reported for duty to the Staff, Task 
Force 66 as it passed through the Canal Zone on its way south. 

While much preparatory work had been completed, no method is 
practicable, as yet, by which ground control of the aerial photography 
can be secured in the Antarctic or. such short notice. 
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Note: Refer to Annex Two for aore detailed infor»ation concerning 
the planning and preparation of photograam©trie operations and the 
design, use, and performance of all mapping cameras and associated 
equipoent« 

Between the Canal Zone and Little America, the Photogrammetrist 
f amiliarUed himself in detail -with what had preriously transpired 
and studied the aerial photography taken on previous expeditions, 
planned tentative flight lines based upon the range of the aircraft, 
probablpr nuaber of flights, and areas of priority, and studied the 
locations and accuracy of previous ground control. 

Discussions were held between the Staff rhotogramnetric 
Officer and other memtera  of the Staff and observers concerning the 
possibilities of obtaining ground control with the equipment avail- 
able* After considerable thought and interchanges of views, it was 
established that within the time required and with the equipment 
at hand, ground control could not be obtained. 

Operations in Task Groups 68*2 and 6Ö.3 began on 21* December 
19U6 approximately one month and a half before similar operations 
commenced in Task Group 60*5 based at the Bay of Whales. Flight 
information was dispatched as it occurred to CTF 60 and transferred 
to specially prepared logs, charts, and overlays. Among the types 
of information placed on charts were the indicated flight tracks, 
photo coverage, exploration and discovery, changes in coastline, and 
the daily positions of the Seaplane Tenders. 

IV.  PHOTOGRAMMETRIC FIELD OPERATIONS IN THE ANTARCTIC 

A. Location of the Base 

The Bay öf Whales, ait« of three previous United States 
Expeditions, was chosen as the site for the base camp and airfield 
of the Central Group. One of the determining factors in locating 
the base at Little America was the knowledge that if the Bay of Whales 
was accessible to the icebreaker, it would be possible to unload the 
necessary cargo for camp construction, remove this heavy cargo to the 
ice shelf, and find a suitable location for an airfield nearby. Unfor- 
tunately, however, the Bay of Whales is in the center of a relatively 
well-explored area in the Antarctic. This factor meant that the air- 
craft had to fly U00 miles before reaching the area in which the 
reconnaissance photography was to be performed, and to return over 
that same U00 miles after the mission had been accomplished. This 
fact considerably decreased the effective area to be photographed. 
For example, twelve missions averaging U.2 hours each never did get 
out of known territory either because of weather changes, mechanical 
difficulties, or because the particular mission did not warrant a trip 
of more than U00 miles away from base. 
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B»  Office Space and Security 

Upon establishing the airfield, quarters were assigned the Staff 
Photogranmietrist and the Squadron Navigator in the already overcrowded 
Quonset hut provided for aircraft maintenance.  Drafting and chart 
tables were built, electric lights rigged, and storage areas and shelves 
for charts and equipaent were installed, 

Effectire use of the quarters for photogrannnetric, cartographic, 
and navigation operations was hampered by use of the same space for 
briefing of the crews, by the operations duty officer, and by all hands 
as a general refuge from the cold. 

Security for classified material and for the chronometers and 
other valuable navigation instruments was provided by use of padlocked 
parachute bags. 

After eighteen flights had been completed, photo gramme try was 
moved to a large tent wMch provided ample space for all photogrammstric 
and cartographic field office activities. The tenperature in this hut 
was seldom above ZO0?*  even with the oil stove turned to its maximum« 
Such temperatures made working with acetate ink and metal drafting 
instruments upon cellulose acetate a very slow and difficult process. 
Also this space was considerably removed from the airfield and made 
contact with the navigators, pilots, and photographers difficult, since 
there was no camp telephone system available. 

C. Photographic Reconnaissance Aircraft 

Six RUD-5> aircraft were used by the Central Group as photo- 
graphic reconnaissance aircraft. While these planes were of pre- 
war design, they had many advantages not shared by some of the more 
modern designs« However, in so far as exploration and reconnaissance 
were concerned these aircraft also had several important disadvantages. 
They did not have a long enough range, nor were they able to fly 
sufficiently high to make a practical tri-aetrogon reconnaissance of 
the 10,000 foot high polar plateau and mountains. The average ground 
speed of apprazaately 120 knots increased the time necessary to be in 
the air. Most important, however, was the limited carrying capacity. 
After loading the hull fuel tanks, emergency gear, camera assemblies, 
and a crew of five members, it was not safe to place additional crew 
members and their equipment aboard considering the planned range. This 
prevented the use of two additional crew members «hose presence would 
have contributed to a more successful operation: (1) A second photo- 
grapher to help manage the assembly of eight cameras, from six to eight 
of which were designed for simultaneous action; and (2) A trained 
technical observer to operate the wire recorder and to establish com- 
plete control information necessarily neglected by the various crew 
members, each of whom was assigned to perform a part of it, in the 
interest of paying full attention to their regular duties to get the 
plane out and back successfully. 
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D. Pilots 

The naval aviators selected as BliD photo reconnaissance pilots 
for Operation HIGHJUMP did not possess the requisite training and 
experience necessary for such an operation« With but two exceptions, 
none of these officers had previously flown aerial photographic flights. 
A sufficient nunber of pilots with a combination multi-engine and photo- 
mapping background could not be obtained. A serious effort wa» made 
to train the officers selected but the minimum requisite time necessary 
for this purpose was not available before the sailing date. Both the 
quality and quantity of reconnaissance photography obtained could have 
been materially increased by the selection of experienced photo pilots« 

E. Navigation Aids 

The Navigators were considerably handicapped by a total lack 
of many of the navigational aids considered a necessity in ordinary 
naval aviation* It was planned to use as navigational aids, the QPH, 
the specially prepared Inverse Mercator charts, and the radar and 
radio from the U.S.S. MOUNT OUMFUS. However, the QPN could not be 
grounded in the ice and its signals were frequently not picked up 
until the base was within sight« The charts were ruled and numbered 
by hand for flying the grid system and served as good plotting sheets, 
but the planeaetrlc and topographic details were so inaccurate they 
could only be used as a general guide. The navigators were so accustom- 
ed to accurate charts that it was difficult to make them believe that 
sometimes they were right and the chart was wrong« The MOUNT OLYMPUS 
was forced to retire from the Ross Sea by ice conditions and its long 
range radio and radar were not available for use in connection with 
the reconnaissance program. The magnetic compass could not always 
be relied upon. Thu£> the only tools at the command of the navigator 
for use in establishing control data for the photography as well as 
for the safety of the plane, consisted of an astro-compass and a chart 
with good navigation and terrestrial grids but inaccurate detail« 

F. The Photographers 

Ten of the twelve photographers in the Central Group also 
acted as aerial photographers. The fact that these men had been 
well trained in their duties is evident fron the excellent quality 
of their work« Their work was not perfect, however, but repetition 
of imperfections in later flights was caused by the lack of a photo- 
graphic laboratory at the base, where such errors would have been 
discovered and corrected. Sample errors coamiitted included an oblique 
camera which was accidently stopped all the way down to F.22, and the 
failure to insert some sort of marker in the tri-aetrogon and gremlin 
cameras to mark the beginning and end of runs for correlation of the 
port, vertical, starboard, and gremlin photographs. 

The photographic situation which adversely effected photo- 
grametry was the fact that the RliD's were equipped with too many 
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cameras for the single photographer allowod in the crew* As a result, 
the oblique, movie, and ralio altiiaeter cameras as well as the field 
data sheets, suffered at the expense of operating the tri-metrogon 
assembly. The supplementary photography and the field data sheets 
are especially important to the photogrammetrist since it is the 
combination of these and the navigators records that makes the aerial 
photography useful for mapping purposes. 

G. Photogramnetric Flight Performance 

According to the Operations Plan, mapping missions were to be 
flonn at an altitude of 10,000 feet above the terrain. When the air- 
craft left the U.S.S. PHILIPPINE SEA all unnecessary gear including 
oxygen equipment was removed to insure a safe take-off« Later it was 
impractical to replace this oxygen equipment. Without the oxygen the 
aircraft were able to fly at 10,000 feet above the shelf ice but 
averaged approximately only 2000 feet above the 10,000 foot high 
plateau* 

Tri-metrogon photography is not considered practical at alti- 
tudes less than 5,000 feet and is usually flown from 10,000 to 2^,000 
feet above the terrain» The 2,000 foot relative altitude considerably 
limited the amout of land photo-mapped in each photograph as well as 
on each photographic flight, and also caused the expenditure of a con- 
siderably larger amount of film than would have been necessary to map 
the territory had higher altitude flights been possible. 

Photographs of inountainous areas and rugged terrain taken at 
these low relative altitudes will therefore be very difficult to 
process, since the difference in elevation between mountain ridges and 
valleys in any one photograph will sometimes be greater that the 
difference in elevation between the mountain ridges and the aircraft. 
This means that working out scales for individual photographs, and 
even sections of individual photographs will involve extra time and 
additional technical difficulties, 

H. The Effect of Antarctic Weathor upon Riotographic Reconnaissance. 

The lack of a sufficient number of weather stations, lack  of 
detailed knowledge of the climatic habits of the Antarctic, and 8i 
paucity of weather records made prognostication of flying weather 
very difficult. The effect upon photographic reconnaissance was 
felt in many ways. Weather came in ^bunches11. Several good days 
were very suddenly followed by many bad ones* During the good days, 
the air and ground crews wore themselves out to the point of exhaus- 
tion trying to take advantage of the twenty-four hours of dayli^it 
each day. There was no time for interrogation or reworking navi- 
gation logs while the details were still fresh. 

All too frequently a plane on an assigned flight line was forced 
to turn off that line because of inclement weather, or clouds which 
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prevented photography. The investaent in time and effort which had 
pieced the aircraft that far along waa too great to waste, however, 
BO in most cases the plane turned and traveled to an area of accept- 
able weather and photo-mapped the terrain there. This caused a constant 
jiuabling of flight lines and helped cause an undue amount of photo 
reconnaissance in certain areas in relation to other, non-photographed 
areas. 

Ihen photographs were taken with clouds or haze above the air- 
craft, the resulting photography was frequently not of mapping quality. 
(See Appendix to Annex II: "Ihite Days») Ihen photographs were taken 
with clouds or haze under the aircraft, it was frequently impossible 
to differentiate between the white haze and the white snow showing 
through the breaks in the clouds. Sometimes important photography 
was taken during cloudy days, for example, the aerial photographs 
of previously uncharted mountains emerging through thick undercast at 
12,000'altitude. 

I. Laboratory Facilities. 

The lack of laboratory facilities at the base caused difficu-v/vsSi 
As mentioned previously, some errors were constantly repeated since 
they were not discovered until the film was finally processed. Air 
crews could not be Intelligently Interrogated by use of the processed 
photography until after the ships left New Zealand, weeks after the 
flights were made. By this time the incidents of Individual flights 
had become hazy and crews were not able to answer detailed questions. 
Similarly, the navigators did not get an opportunity to check their 
charts against the photography until after all the flights had been 
completed« 

J. Bay of lhales Mapping Project. 

Many aerial photographs were taken over the Bay of lhales. 
These Included vertical photographic runs at 10,000 and 2,000 feet, 
hundreds of hand-held oblique photos, and a tri-metrogon photo circle. 
Representatives of the Hydrographie Office, the Coast and Geodetic 
Surrey, and the War Department calculated the new geographical position 
of the old base line and measured the directions and speeds of the 
shelf ice movements. 

Prom this data it will now be possible to make an excellent 
map of the Bay of Whales as of February 19U7 and, with some degree 
of certainty, to project a map as to how it may appear at any given 
date within the next few years. 

During the last Antarctic Summer the geographic position of 
the Base Camp established at the Bay of lhales was determined to be: 
78° 26» 09" South Utitude 
163° S51 16" lest Longitude 
This position is believed to have moved more than 8300' in the seven 
years since 19U0, 
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V.  SUMMARY OF ACCOMPLISHMLNTS 

A« Aerial Reconnaissance Mapping Missions and other Flights« 
Weather 

Mapping      Rescue and    Total 
Flights       Test Flights  Flights 

Eastern Group-  10 11 21 
Central Group- 28 38 ^6 
Western Group- 26 8 3I4 
Total SIT 37 1(51 

B« Approximate Number of Hours Spent in the Air. 

Kaatem Group 137 
Central Group- 260 
Western Group- 228 
Total- 625 

C. Approximate Number of Aerial Reconnaijssance Photographs for 
Mapping Purposes* 

Eastern Group 9,000 
Central Group-   21,000 
Western Group U0,000 
Total «r ■ 70,000 

D. Number of Aviation Personnel Trained in Polar Photographic 
Reconnaissance• 

Pilots       Navigators    Photographers 

Eastern Group)- 6 2 k 
Central Group- 19 7 10 
Western Gbroup- 9 3 16 
Total  311 12 3^ 

£• Prelitinsry Estimate of Approximate Number of Square Miles 
Visible to Occupants of the Aircraft. 

Eastern Group- 675,000 
Central Group- 700,000 
Western Group 125,000 
Total 1,500,000 

F. Preliminar7 Estimate of Approximate Number of Square Miles 
Discovered, 

1. Total Estimated     350,000 Sq. miles 
2. Total Possible      700,000 Sq. miles 
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G.  Coastline Investigated. 

Approximately 60% (by longitude) of the Antarctic coastline 
was photo mapped by aircraft of Task Force 68. This coastline 
measured some 550Ü miles by airline connecting each degree of longi- 
tude and did not Include any large areas of shelf ice. A quarter of 
this coastline was sighted for the first time by personnel of Operation 
mGHJUMP. Forty percent had been sighted before but charted incorrectly 
or, as in some cases, the previous mariners had plotted shelf ice think- 
ing it to be coastline. Only thirty-five percent of the coastline 
investigated corresponded to the charts and navigation of Task Force 
68. In addition a considerable amount of the Antarctic Pack Ice was 
explored. Many of the Shelf ice barriers, were photographed includ- 
ing the U00 mil« Ross Barrier. 

H. Other Geographic Discoveries. 

Aside from the hundreds of peaks seen for the first time in 
the mountains south and west of the Ross Ice Shelf, at least 18 other 
mountain ranges or groups of mountains and 10 or mor« individual moun- 
tains of Importance were discovered by members of Operation HIGHJUMP, 
Some of these mountains average between 15,000 and 20,000 feet» The 
new maps will show numerous glaciers, nunataks and skerries along the 
coastline as well as 12 newly discovered (or enlarged) bays and 9  capes. 

Unusual features explored. Included a series of dry glacial 
valleys continuing tarns and ice falls in Victoria Land and two so- 
called "Oasl«* new the Indian Ocean Coast. The latter consisted of 
bare rock areas as much as 20 miles on a side completely surrounded 
by the usual ice topography. Each "Oasis" contained several lakes 
of various colors, probably caused by the algae in the eater. Some 
of the lakes were frozen and some not. One of the PBM aircraft 
landed In a lake and took water samples. The bare rock was not 
examined but did not contain visible vegetation although lichens 
may not have been visible at that distance. There was no evidence 
of thermal activity in these areas. 

The Ross Ice Barrier, and the Bay of Whales area in particular, 
was photographed in order that changes in the position of the Ice front 
and rates of movement of the various sections of Shelf ice could be 
determined. New tension cracks were discovered in the barrier. The 
Bay of Whales was found to be considerably emal ler than on previous 
expeditions. This movement had been discovered before, but the 
actual rate of closing was determined this time to be between U.5 and 
5 feet a day. As a matter of fact the already narrow entrance to the 
Bay of Whales closed in by 200 feet (more than 1/5 of its width) during 
the six weeks the Central Group occupied the area. The walls of shelf 
ice guarding the entrance will probably close this Antarctic winter 
causing a pressure ridge and the breaking away of a tabular berg thus 
providing a new entrance to the Bay of Whales. 
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Our knowledge of the polar plate&u and ice cap waa increaeed 
by several flights of the Central and Western Groups« The pole had 
only been approached from the Ross Ice Shelf.  It has now been 
established that there are no mountains within at least 180 alles of 
the South Pole in a clockwise direction from ^0° W. to 150° E. longi- 
tude.  Completing the circle from 150° S. to 50° W. longitude moun- 
tains appear at the extrenity of this 3° radius, many of wMch will 
be charted for the first time by means of HIGKJUitP aerial photography» 

This great ice cap is believed to continue north 100° and 150° 
W, longitude almost to the very coastline at elevations of 8500'or 
higher. Most of this area has never been seen except the south and 
east, sectors which were seen by members of the Central Group and 
the north sector over which personnel from the Western Group flew. 

Aviation permonnel of the Western Group deduced from their 
flights in its vicinity, that the ^outh Ma^'etic Pole had migrated 
to the north and west of where it is indicated on H,0. chart 26^2. 
However, this data is not certain since there was no physicist or 
special magnetic equipment aboard the aircraft. 

Detailed exploration by aerial photography was carried on 
in the mountainous areas south and west of the Ross Shelf Ice. The 
tall peaks in these areas had been discovered by previous explorers 
operating from the Ross Shelf Ice and from the  Beardiaore  and Thome 
Glaciers. Now many of the lesser peaks and valleys which were in 
defilade from these exp.lorers have been discovered and photographed» 

Important work was performed in confirming locations of physical 
features which had not been thoroughly investigated on previous expedi- 
tions. Some features, however, had been incorrectly located in rela- 

' tion to the charts and navigation of the HIGHJUMP aerial explorers. 
It is quite probable, for instance, that Mount Siple, an Important 
land sark, confirmed by this expedition to be 15,000' high, will be 
relocated considerably to the south and west of its preeent position 
on the map. Similarly, the Noville Mountains and Cape Dart miat be 
relocated. In some instances features previously on the map were 
proven to be non-existant. The Eastern Group proved that a large por- 
tion of George Getz Shelf Ice just did not exist and the Western 
Group finally settled the doubtful existence of Thorshammer Island, 
by flying over the location of that non-existant feature. 

I. Uapping By Use of the Aerial Magnetometer. 

A geo-physicist from the U.S.Geological Survey operated an 
Aerial Magnetometer synchronized with the tri-metrogon mapping cameras. 
This instrument records intensity and area of magnetic bed rock. Magne- 
toiaetry recordings confirmed the known presence of burried Roosevelt 
Island and helped confirm the presence of islands thought to be burried 
under the Ross Shelf Ice and causing such formations as Kainan Bay. By 
the same method, evidence was given to indicate one such burried island 
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doea not exist. The liaatem shoreline of the Ross Sea is covered over 
by the Shelf ice and its exact location is not known. The magneto- 
meter established evidence that it is probably further to the east at 
least between latitudes 81° and 82° South, 

J. Smaaary: It is believed that because of the quality and quantity 
of aerial reconnaissance photograp-iy with the resulting maps to be made 
by the photogrammetriats, that the knowledge of the areal geography of 
the Antarctic Region has been advanced more by the U. S, Naval Expedi- 
tion, 19U6-19U7, than by anj other expedition, in spite of the short 
time of this operation» Had more time been available for the proper 
preparation of trained photographic reconnaissance groups and the 
construction of a runway, the quality and quantity of thÄt reconnaissance 
could have bean materially increased* 

VI. THE CARTOGRAPHIG PRDGftAM 

The work of nany previous eype<Jitions has been lost because there 
was no agency prepared to receive the raw data upon the return of the 
explorers, analyse that data, and publish the results. The Katerial 
usually ended in rough manuscript form in the archives or in the files 
of some government or private office. This time a program has been 
prepared in advance to publish the scientific and cartographic data. 

The Chief of Naval Operations had designated the Hydrographie 
office as the central clearing house and coordinating agency for 
Operation HIGHJUMP hydrographic, scientific, and mapping data. To 
help finance this program the office of Naval Research has alloted the 
Hydrographie office an initial sum of $100,000. 

The Hydrographic Office does not have the space and equipment 
necessary to make a rapid tri-setrogon assembly of the 70,000 photo- 
graphic exposures. Furthermore, the money allotted may not be used 
to pay Navy Department salaries.  For these reasons the Hydrographer, 
has contracted with the Aeronautical Chart Service for the services of 
the Tri-«etrogon Section, Topographic Branch of the U.S. Geological 
Survey to do the following work on the Operation HIGHJUMP photography: 

a. Indexing, of tri-netrogon photography. 
b. Evaluation, of tri-metrogon photography. 
c. Compilation, by photograametric methods of planimetric 

and topographic data at a scale >f 1:500,000 of Antarctic 
Coastal areas and other photographed areas of special 
interest to the U. S, Navy. 

d» Furnish compilation sheets and negatives for Base Prelimi- 
nary Maps, 

The Hydrographic Office has furnished, through the Naval Photographic 
Center, one set of 70,000 contact prints suitable for indexing and 
evaluation purposes. In the near future a set of contact prints of 
good photographic quality on double-weight waterproof paper will be 
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provided via the sane channels. 

IXirlng June, 19U7, representativea of the Task Force^ Bydro- 
graphic Office, Aeronautical Chart Service, and U.S. Geological Survey 
thoroughly investigated control data and aap inforaation necessary for 
photogrtpnetrlc compilation. 

The Aeronautical Chart Service has the option of conpiling maps 
by photograanetric means from the photographs of the Continental Interior. 
Credit for the photography must be accorded to the U.S. Navy. 

The Staff Photogrammetrie Officer has been designated Liaison 
officer between the various Naval and other government agencies working 
on the cartographic program. In this capacity he is eoordinating the 
activities of these agencies under the direction of the Head Sigineer 
of the Hydrographie Office. 

The Photographic Interpretation Center will detail aerial photo 
interpreters to aid in the interpretation of planemetric and topo- 
graphic data and photogranetrists to aid in the solution of any 
unusual polar photogramatric problems. 

The U.S. Geological Survey will assist by plotting maps based 
upon the work of the aerial magnetometer and with the geological inter- 
pretation of the aerial photographs. 

The Hydrographie Office will supply the oceanographic data. 

It Is estimated that the photogramatric and cartographic 
compilation period prior  to the publication of the new maps and charts 
will take a arfn-i«!« of two years time. The $100,000 initial allotment 
will hove to be supplemented in order to c omplete the planned production 
of sailing and aeronautical charts, sailing directions and aerological and 
other scientific information. 

VII. ANTAECTIC PLACE NAMES IN RELATION TO TASK FORCE SIXTY EIGHT, 

The important natural features discovered by personnel of 
Task Force 68 must be named before the publication of the new maps 
and charts. However, since for the most part it is not known just 
what features have been actually discovered until the photogrammetric 
compilation of planemetric and topographic data has been completed, 
this naming will not take place until that time. 

The Board on Geographic Names, has the responsibility for 
all place names appearing on maps and in publications of the U.S. 
gOTemaent« Anyone may submit a proposal for a name« The final 
decision will be made by the Board based upon its »'Statement of 
Policy Covering Geographical Names in Antarctica", a copy of which 
is attached to this Annex as Appendix A. 
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Generally speaking, this policy provides for three categories 
of iaportance of natural features and three categories of importance 
of personnel connected with Antarctic Exploration, Features of the 
first category may be named for personnel of the highest category and 
so forth. Any ireaber of Task Force 68 or anyone who has assisted in 
the analysis of the technical data derived from the expedition is 
eligible for at least a third order feature, such as a mountain to be 
named after him.  This imposes no obligation on the government to 
name features after any particular individual, nor to give names to 
unimportant geographical features where names would be of little use, 
merely for the sake of naming them* 

Unacceptable names include those suggested because of relation- 
ship or friendship, those of pets, those which advertise commercial 
products, or those of personnel of high rank or prominent position un- 
less otherwise qualified« 

▲ number of proposals for names of features have been received 
from various members of the Task Force by the Staff Photogrametric 
Officer who also acted as Expedition Geographer« These names, along 
with others, will be submitted to the Board with the recommendation 
that the sponsors of the names, rathsr than the nases they sponsored, 
be used for naming appropriate features. 

Appendix A to Annex III 

STATEMENT OF POLICY COVERING 
QBOGRAPHICAL NAMES IN A.NTARCTICA 

These policies are for the guidance of the Board in deciding 
cases and for the guidance of explorers and others in proposing names 
for natura». features in Antarctica, 

The problem of geographic nomenclature is different for 
Antarctica than for any other part of the worlds It has no permanent 
settlements. Even in the explored portions of the  continent many of 
the features are unnamed, and still others have never been seen by 
man. Antarctica has been visited and explored by the nationals of 
many nations, who, by their heiraic efforts to broaden man's knowledge 
of this land of ice and snow, have fully demonstrated the international 
nature of the world of science. Names, therefore, will be considered 
without reference to the nationality of the person honored. 

Under the policy here set forth, decisions on Antarctic names 
will be based on priority of application, appropriateness, and the 
extent to which usage has become established. The grouping of natural 
features into three orders of magnitude, with corresponding categories 
of persons according to the type of contribution which they have made, 
is intended to provide the greatest possible objectivity in determining 
the appropriateness of a name. It does not, however, exclude the use 
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of other thÄn personal names when appropriate. Non-personal names 
are discussed under & separate heading* 

Types of Natural Features 

First-order features 
Plateaus 
Coasts 
Regions or "lands" 
Extensive mountain ranges 
Ice shelves 
Large glaciers 
Seas 
Major submarine deeps, ridges, plateaus, or swells 

Second-order features 
Peninsulas 
Mountain ranges, except the aaost extensive 
Great or prominent nountalns 
Glaciers, except the largest 
Large bays 
Qulfs 
Prominent capes 
Islands 
Straits or passages 
Harbors 
Extensive submarine reefs, shoals, or shallows 

Third-order features 
Glaciers    ) 
Bays       (except the greater or more prominent ones 
Capes      ) 
Points 
Coves 
Rocks 
Minor shore features 
Cliffs 
Minor mountains and hills 
Nunataks 
Anchorages 
Part« of these features 
Submarine reefs, shoals, and shallows of small extent« 
Camp or camp sites and depots (not natural features and not 

necessarily permanent)« 

Features having special significance or prominence in geographic 
discovery, scientific investigation, or the history of Antarctic may 
bo placed in the next higher category than their magnitude alone would 
warrant. 
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Scheme for Application of Personal Names to thes^ Features« 

First-order features 

The laader or organizer of an expedition to Antarctica« 

Persons who have made discoveries of outstanding significance 
in Antarctica, or leaders of field parties, or CAptaine of ships, 
that have made such discoveries« 

Persons who, through their work with Antarctic expeditions, 
have made outstanding contributions to scientific knowledge or to 
the techniques of Antarctic exploration. 

A person who has provided the major financial or materials 
support to an expedition, thereby making such an undertaking possible* 

Second-ord«r features* 

Persons whose outstanding heroism, skill, spirit, or labor 
has made a signal contribution to the success of an expedition. 

Persons -who  have made important contributions in the planning, 
organization, outfitting, or operation of expeditions to Antarctica, 

Ship captains or leaders of Held parties of such expeditions* 

Persons whose contributions to the knowledge of the Arctic 
either have advanced our knowledge of Antarctica or have expanded the 
possibilities of Antarctic exploration* 

Persons who have made outstanding contributions to equipment 
for polar exploration* 

The directors or heads of learned societies that have given 
significant support or made material contributions to Antarctic 
exploration* 

Persons who by substantial contributions of funds or supplies 
have made possible an Antarctic expedition* 

Persons who hove done outstanding work in the utilization of 
data, identification of specimens, or Interpretation of the results 
of Antarctic exploration, 

4 
Third-order features 

Persons #10 have assisted in the work of organizing or con- 
ducting Antarctic exploration, or who have assisted in analysis of 
information gathered in the course of such exploration» 
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Manbers of expeditions, including ship-based personnel. 

Persons whose contributions to knowledge in their respective 
fields have facilitated the discovery, recognition, identification, 
or recording of Antarctic phenomena. 

Persons who have made material contributions in any form to 
Antarctic expeditions, and who have by their words or actions demon- 
strated an interest in furthering scientific exploration rather than 
in seeking conmercial exploitation of such contributions. 

The Application of Non-personal Names« 

P In accord with the tradition of Antarctic exploration, it is 
considered appropriate to apply non-personal names to natural features • 
Examples of non-personal names are: 

1« Names which commemorate events (e.g., Scott's "Arrival Bay* and 
Ross* "Possession Island*)* 

2* Names of ships from which discoveries have been made (e.g., »Dis- 
covery Inlet" and "Peacock Bay"). 

3. Names of organitations which have sponsored, supportei, or 
given scientific or financial assistance to Antarctic expeditions, 
(e.g., "Royal Society Range," "Admiralty Range," "Banaare Coast.") 

ii. Names which are peculiarly descriptive of the feature named, 
(e.g., "Bscsption Island"). Descriptive names which are not 
unique, nor particularly appropriate, and for which there are 
likely to be duplicates are, however, undesirable. 

5. Any other non-personal name which because of its acknowledged 
iinportance occupies a ra^jor role in Antarctic exploration or 
Antarctic history. 

Names in the above categories may be appropriately applied to 
a feature in any order of magnitude with which there is association. 

Criteria of Appropriateness 

Newly proposed names will be considered for features of the 
first-, second-, or third-order, as described above, in the light 
of their appropriateness, as evidenced by the following factors 
arranged in order of weights 

1. Chronological priority of discovery, naming, or other relevant 
action. 

2. Actual association of the person, ship, organization event, etc., 
with the feature. 
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3. Asaociatdon of the person, ehip, organisation, event, etc«, 
■with Antarctic exploration. 

lu Contribution of the person to the knowledge of Antarctica. 

<♦ Association of the person, ship, organization, event, etc., 
with other polar exploration. 

6* Contribution of the person to relevant fields of knowledge» 

?• Extent to which financial or material contributions have contri- 
buted to the success of an expedition, or to the collection of 
valuable scientific data« 

8. Previous recognition through a geographic name in Antarctica« 

a« To prevent confusion, it is considered advisable, 
in the future naming in Antarctica, to apply the 
name of one person or the names of. persons having 
the same surname, to no more than one feature of 
a kind« 

9« The possibility of ambiguity or confusion with names already 
in use« 

a» The duplication of names already In current usage 
is undesirable, and, except in special cases, 
is to be avoided« 

b« Since descriptive names are often ambiguous and 
easily duplicated, they should be avoided, unless 
a descriptive naim is peculiarly appropriate« 

Cv The duplication in Antarctica of names well known 
in other parts of the world is undesirable even 
though qualified by adjectives such as "new11, 
■south«, and »«little"« 

Names already in use will be considered in the light oft 

1« Appropriateness, as outlined above; 

2*   Wideness of acceptance, as evidenced by use in scientific and 
popular map and other literature« Usage which is considered 
sufficiently fixed and/or unanimous may be accepted as valid 
grounds for approval of a name which "wmld not otherwise 
qualify. 

Fields of Knowledge Pertinent to Antarctica 

The following is a list of fields of knowledge in which out- 
standing contributions may be considered justifications for coimenora- 
tion in an Antarctic place name. It is to be considered neither 
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exclusive or exhaustive, and no order of priority is intended, 

1* Navigation and astronomy 

2, Oceanography and hydrography 

3. Surveying, photograametry, and cartograp^ 

h»    Meteorology and climatology 

5. Geodesy and geophysics 

6. Glaciology and» ice physics 

7. Radio, radar, and allied fields 

8. Geology, volcanology, and seismology 

9» Geography 

10. Botany and its subdivisions 

11. Zoology and its subdivisions 

Recaamended Language and Form 

In keeping with long established policies baaed upon trends 
in the normal evolution of geographical names, consideration "will be 
given to brevity, simplicity, and unambiguity in selecting the form 
of names derived by these procedures. 

1. The application of full names and/or titles of persons will be 
considered appropriate only when required to avoid ambiguity, 
duplication, or other confusion. 

2. The names of organizations, ships, and other non-personal names, 
when unduly long and cumbersome, will ordinarily be used in 
some shortened, though intelligible, form. 

3. English generics will be used, and titles will be translated 
where their use is required. 

Inappropriate Names 

Names in the following categories will not be considered, 
unless otherwise appropriate according to the principles stated herein, 
or unless such names are widely and firmly established as of the date 
of approval of these principles. 

1. Names suggested because of relationship or friendship. 
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2. Harnes of contributors of funds, equipment, and supplies, who by 
the nature and tone of their advertising have endeavored to 
capitalize or to gain soiae consnerical advantage as a result of 
their donations.  This would not include advantages resulting 
from testing of donated equipment under Antarctic conditions. 
In cases of doubt, the decision shall be in favor of the indivi- 
dual whose name has been proposed. 

3. The names of products, sled dogs, or pets will ordinarily not 
be considered as appropriate for application to natural features 
in Antarctica. 

Board on Geographic Names 
July 13, 19U6. 

VIII.  SUGGESTIONS AND RECOMMENDATIONS 

The following suggestions and recommendations are submitted as 
a guide for use in planning future operations. 

Adequate Photogrammetrie Personnel 

Photogrammetric billets should be provided with respect to the 
quantity, quality and kinds of aerial photographic mapping to be per- 
formed. In the oase of an operation similar to HIGHJUMP it would be 
preferable to have one trained photogranmetrist with each task group. 
In addition there should be a task force staff photogrammetric officer 
and several enlisted assistants, some with photographic and some with 
drafting or cartographic experience» There is no regular rate for 
photograxametrlc personnel in the Navy. They were formerly designated 
as Specialist X or Specialist P. There were no photogrammetric personnel 
in the Navy available for assignment during HIGHJUMP preparation. 

Supply of Photogramaetric Personnel 

There should be a naval organization responsible for furnishing 
trained officers and men for photogrammetric use as required. It is 
recommended that photographic officers in the Navy and the Marine Corps 
be regularly assigned to the Photographic Interpretation Center for 
training in photogrammetry. 

Planning Period 

For as axtensive an operation as HIGHJUMP, it is suggested that 
the planning period for photogramnetric operations be lengthened to a 
ndnimua of six months and preferably a year or longer. The research 
on available control, the selection of cameras and related equipment, 
the designing of data sheets and records, the selection of a suitable 
combination of aircraft, and the outfitting of the planes all require 
a reasonable amount of time. 
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Selection of the Base 

The shore bases ahould be selected with regard for the accessi- 
bility to supply ships, the availability of air operation facilities, 
and the geographical relationship to the actual area most important to 
photograph. 

In polar operations, and particularly in the Ant&rctic, floating 
bases such as seaplane tenders should be accompanied by an icebreaker. 
The addition of this vessel would increase the effective range of the 
photographic survey aircraft from two hundred to sir hundred miles by 
allowing the tender to launch its seaplanes from positions south of the 
pack ice. It would also permit terrestrial photograamstry and ground 
control parties. 

Physical Layout of the Land Base 

Quarters for photogrammetry should be established close to the 
^ir operations quarters in order to facilitate briefing, interrogation, 
»-d technical observation* It is essential that the quarters for 
u^.xgation and photography be within the same immediate area, and that 
the ready rooms for pilots and air crewmen be within reasonable distance» 

Photogramnetrie Space Required 

Far mapping operation of HIGHJUMP proportions»both shore and 
ship bases should have approximately 150 square feet of unobstructed 
floor space devoted to photogranmetric purposes. This room should be 
equipped with the appropriate necessary equipment. 

Fho to graphic Laboratory 

The presence of a photographic laboratory at the base of 
operations is necessary to insure proper photographic mapping cover- 
age. 

Selection of Aircraft 

Photographic reconnaissance and aapping aircraft should be 
selected for two primary uses« These uses and the basic criteria 
relative to photogranmetry by which the aircraft should be chosen for 
each function are listed below: 

1. Survey Aircraft. 

a. Ability to take off and land on surface selected by expedi- 
tion. 

b. Sufficient range to cover areas to be mapped. 
c. A ceiling of 20,000 feet, to make eaploratory photography 

practicable over high elevation terrain. 
d. Large enough to carry the emergency, camera, and scientific 

gear, necessary crew, two photographers, and a technical 
observer. 
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e. It is suggested that a plane similar to tha P2V might be 
conformed for euch purposes* A pressuriaod cabin would 
be an advantage over oxygen gear* 

2*    Control Aircraft 

a. Ability to take off or land on ice or snow, 
b. Sufficient range to cover area for which control is to 

be obtained* 
c. Just large enough to carry one set. of tri-metrogon cameras, 

emergency gear for two, and magnetic and surveying instru- 
ments* 

d* Crew to consist of one photographic pilot and one geographic 
surveying engineer, both with navigation experience and 
training* 

e» It is suggested that the TBM might be redesigned for this 
purpose to operate from a shore base, fly to the desired 
point, land and take the geographic position, and return 
to the base* 

f* Helicopters could also be designed for this purpose as 
based upon ice breakers or protected seaplane tenders 
operating inside the pack ice« Control would be limited 
to coastal points by this system* 

Selection of Aviation Personnel 

The pilots selected should be trained photo-mapping pilots, with 
exp9rience in flying actual mapping photography as opposed to war time 
photographic reconnaissance* If the aircraft are designed for co-pilots, 
only one-half of the pilots selected need meet this classification* 

The navigators selected should be sxpsrisncsd in navigation 
without the aid of radio beams and accurate charts* In addition they 
should pass a thorough course of instruction in the problems peculiar 
to polar navigation* 

Qualified Technical Observers in Each Aircraft 

A qualified technical observer should accompany each flight 
as a member of the aerial photographic crew. This man should be 
trained in photogrametry with a background in geography, cartography, 
geology, or geomorphology and would serve to assemble, organize, and 
correlate all control and descriptive data accrued by individual 
members of that flight. This photogrammetrie observer would operate 
the wire recorder: adviee the plane commander concerning the value of 
alternate flight lines; advise the aerial photographer concerning 
which portions of the terrain to photograph, the altitude for best 
Trapping photography and the kinds of supplementary photography most 
useful in individual cases. At the end of the flight, it would be the 
duty of this photograncnatric observer to collect the navigation charts 
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and log«, the photographic dAta aheeta, the pilot's logs, the nire 
recorder spools, and his omi notes and sketches. He would be respons- 
ible to see that the navigator and the photographer reworked their 
figures together and in his presence, if reworking was needed. He 
would riew the photographs and chart the area covered by them» He 
irould maintain a record of the statistics of each flight« And he would 
be responsible for the preservation of this data until it reached the 
rear echelon at which point he would be instructed to make it avail- 
able to the agencies which prepare the aaps and to assist those 
agencies in placing the topographic and planimetric detail on the Baps» 

Design of Logs and Data Sheets in Advance 

Before the expedition leaves the United States the types of naps 
to be produced should be considered in relation to the kinds of photo- 
graphy which are to be undertaken and a series of appropriate log and 
data sheets oust be devised to allow the maximum information to reach 
the rear echelon photogramaetrists and cartographers« 

Those whose duties include keeping of one or more of these 
logs and data sheets should be trained in the meaning and importance 
of each column« 

Data Sheet designed for Supplementary Cameras 

A special photographic data sheet should be designed for aerial 
motion picture cameras which are used to supplement tri-metrogon photo- 
graphy« Etact QCT time and the angle of shooting in relation to line 
of flight must be recorded if the photography is to serve as an aid to 
interpretation and mapping« 

Radar cameras, radio altimeter cameras, and other supplementary 
cameras also require special data ahsot-s to obtain full value from the 
photography. A chronometer should be set in all cameras photographing 
instruments« 

Use of Planned Fllghtlines and Alternates 

Flightlines should be drawn during the planning stage of the 
operation upon the best aerial navigation charts available« In the 
case of the polar regions these charts should be gridded and numbered 
for flying by the grid method* Care should be exercised that either 
the vertical or horlsonial grid lines are also rhunblines. 

Flightlines over unexplored territory are difficult to draw 
since there is no knowledge of the type of terrain or its elevation 
above sea level. They are more difficult to fly because of the 
absence of landmarks and navigation aids. let it is essential that a 
practical set of flightlines be planned and followed in a systematic 
fashion if acceptable oapping photography is to be secured« Whan 
weather conditions during flight make it impractical to continue on one 
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flightline, the pilot should change his course to a first or second 
altamate which has been prepared in advance for his navigator. Only 
in the evvint that all courses are weathered in or if there are instru- 
ments or Mechanical failures, should the pilot fly a course of his 
own choice. 

instruction of Air Crews in Geography of Area 

In the photoaapping operations of partially explored areas all 
flying personnel should be instructed in the geography of the area» 

Geographic Observations during Exploritory nights 

Meafeers of exploratory photo~reconnaiss&nce missions should 
include a description of the local geography of each flight for use 
by the rear echelon cartographers« This information could be secured 
either by including a trained observer in the crew or by training the 
crew membere to fill out prepared forms in addition to their other 
duties while in flight. 

Briefing and Interrogation 

Briefing and interrogation should be complete for reconnaissance 
flights in unknown territory* Suitable briefing quarters should be 
installed in which there is sufficient seating capacity for all personnel 
who may be required to be in the air at one time* A large table and a 
chalk-board should be provided« Neither the briefing before nor the 
interrogation after the flights should be rushed« It might pay divi- 
dends to provide hot coffee and sandwiches, especially during the post- 
flight interrogations« 

It is important that the crews be briefed and interrogated 
systematically« The creira should recognise these to be as much a part 
of the flight SM  the actual operations in the air« 

It is also important that the crews be briefed and interrogated 
as a unit instead of individual conferences with the plane commander 
and the navigator and onlssion of the remainder of the crew« 

Inverse liercator Charts 

Ihe Inverse Mercator Chart is a form of transverse Mercatoriam 
in which the equator of the fictitious grid extends around the earth 
from pole to pole along the 90° meridians. This grid alone, however, 
is insufficient since it shows no true geographical positions, and is 
therefore usually over printed on a normal polar system of meridians and 
parallels. Five such charts of Antarctica were developed by the 
Hydrographie Office and submitted in quantity to Task Fores Sixty Eight 
before operations commenced. These charts were used for navigation by 
Task Group 68.5 and the following recommendations are submitted« 
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(1) The iav«r«e Mercmtor grid should b« printed for each i degree 
of latitude and longitude* This «ill eliminate inaccurate 
hand grid ding by naTig^Aors who are flying a grid system« 

(2) Over print the inverse Mercator grid in a differeaat color 
for each of the four polar quadrants, as an aid in flying 
the grid system, 

(3) Establish letter values as well as fictitious number values 
for either the latitude or longitude* 

(U) Extend the quadrants or sheets to include all areas south of 
65 S* for the Australian and African Quadrants, all areas 
south of 70 S. for the American and Pacific Quadrants, and 
special charts for the Palmer Peninsula and all areas south 
of 82° S* 

(5) The inverse Mercator grid should be drawn true or have light 
dotted lines showing the true positions of the meridians in 
order to possess the navigation value of great circles* 

(6) Supply a number of charts equal to a minimum of three times 
the number of flightlines appearing on any quadrant« 

Geographic Detail on Polar Aeronautical Charts 

At the present time, personnel unacquainted with the minute 
details of the history of Antarctic exploration have not the ability 
to determine what parts of the charts are really reliable and what 
parts represent conjecture* 

Therefore the topographic and planlmetric detail on aeronautical 
charts of the polar regions should be indicated in such a manner that 
the reliability of the information is expressed along with its supposed 
geographic position« 

There are several methods of doing this« It may be practicable 
to use a syrtSB of heavy, medium, and light solid, dashed and dotted 
lines. Various colors could be used« Straight letters versus reverse 
slant or reverse italics is another possibility« A key chart in the 
legend would be a solntlon« All definitely fixed points should be 
indicated by an appropriate symbol« 

The areas explored should be Illustrated in a more qualitative 
manner to differentiate between those areas relatively well known 
and those areas merely ■glimpsed thru a rift in the clouds**« 

Navigation Aids 

It is impossible to make flights of 1500 miles in a polar 
region by crossing dead-r«ckonning lines with sun lines for "fixes" 
and return with an accurate flight track chart« And without an 
accurate flight track chart, the photography is almost valueless« 

Drift meters are frequently useless since there are no objects 
in the «bite surface by which to Judge drift« The magnetic compass will 
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not perfora well in til these regions and Tarlation changes rapidly« 
Meridians are so close together that the true course of a plane flying 
a straight line (or great circle) is constantly changing unless it 
is due north or south* Landmarks for the most part do not exist* 

For all these reasons9 it is esseatlil to good photographic 
reconnaissance that all navigation aids such as Loran, Radar, and radio 
be installed where ever possible*  Lor an stations could be established 
along the shore of each quadrant* Fixes from any two of these stations 
crossed with a sunline would be a %s\ifficlent "fix" for exploratory 
mapping purposes* 

Qyro-Coinpaas 

A gyro compass should be installed in front of the co-pilot as 
well as the pilot in order to eliminate navigation errors caused by 
parallax from the co-pilots* position in the BUB it was not possible 
to read the gyro compass within tiro degrees« 

Establishment of Ground Control 

It is most necessary to establish ground control for accurate, 
precision mapping* The complete absence of this on Operation UIQHJUMP 
at once reduced the aerial photography from mapping to merely reconnais- 
sance in Talue* Although ground control presupposes frequent positions 
of accurate geographic location, it would be possible to produce suit- 
able maps and charts of a desert ares like Antarctica with a fraction 
of the mutoer of points ordinarily required* 

It is suggested that a means of providing ground control be 
worked out in advance of any future operations# Methods may involve 
sledging or amphibious tractor parties, specially equipped aircraft 
as previously mentioned, possibly the use of a zenith-nadir camera, 
or an icebreaker landing control parties at various points along 
the coast» 

Gremlin Photography 

It is reconsended that the cognisant naval organisation be 
instructed to develop a recording camera for use in obtaining readings 
from various instruments each time the tri-metrogon cameras are tripped* 

This new "Super-Gremlin* would have the following features J 

(1) The sans number of exposures as the K-17, 6" Tri-metrogon 
cameras* 

(2) 9 I 9 or 9 X 18 film exposure 
(3) A divided instrument panel containing! 

a- Pressure Altimeter 
b- Thermometer (to minus 60oF) 
c- Inclinometer for tilt 
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d- Inclinometer for tip 
e- Chronometer 
f- Oyro-conpa«« 
g- Magnetic compass (7) 
h- Indicmted Air Speed 
i- Data Card 
J- Radio Altimeter 
k- Poeaibly a radar scope 

Provision should be made for this device to function without 
trinnetrogon cameras when flying over an undercast. 

Location of Photographer in Airplane 

It vould he desirable to mount the tri-metrogon cameras near 
the nose of the airplane, if the type construction permits. This 
would allow t,he photographer use of a plastic nose window to see what 
terrain would be passing under his camera so he could adjust the controls 
in advance* It would also be easier to heat the photographic compart- 
ment, to converse with the others in the crew, and it might eliminate 
wing tips in the oblique photography. 

Tri-Metrogon Mount 

The tri-aetrogon mount should be specifically designed for the 
plane in vtlch the cameras are to be installed*  Benefits of such 
changes in design would be: 

(1) Proper orientation of the starboard camera« 
(2) Ability to insert magazine with dark slide in place to keep 

the calibration marks intact* 
(3) A non-rigid Mounting so that the entire mount may be adjusted 

for Ult. 

The photographic officer has submitted new designs to eliminate 
the present feature which effect the photogranmietric value as well as 
the photographic quality of the exposures. 

- 
Use of the Wire Recorder 

The benefits from the use of the «ire recorders from the few 
flights on which they were properly used make these instruments valuable 
accessories on photographic and exploratory missions. It is recosaaended 
that one of these instruments be-Installed in each survey aircraft; it 
is suggested that the aviation persouael concerned be instructed in the 
simple mechanics involving its use and that they be given a check list 
of the kinds of items x,o record. 

Relative Altitude of Survey Aircraft 

It is recoimnended that the Aerial Photographic reconnaissance 
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mapping aircraft remain at a relatively constant altitude of 10,000 
feet above the terrain. When this is impracticable it is reconaEended 
that the aircraft maintain not lees than 5000 feet altitude above the 
terrain« These altitudes -«ill require the use of oxygen equipment or 
pressure cabins. 

Operation of the Plane and Crew as a Unit« 

It is recommended that the aircraft and crews be selected at 
an early period during the planning operations and be given consider- 
able experience in working together as a unit while performing actual 
missions similar to those planned for the operations« Six weeks of 
photo flight practice as a unit should be required in order to eliminate 
the "rough-spots"* 

Policy Regarding Flying Personnel 

Space is at a premium in aerial survey planes. Only those most 
qualified to produce the information require should be allowed to go 
on such missions» To insure this when the Task Force is operating in 
separate groups, the Task Force Commander^ established policy indicat- 
ing flight crews, scientifically trained observers and passenger*, 
regardless of rack, should be commimicated to the personnel concerned« 
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Flight of  Thureda^       20 February  191;7 
llrplan« § 1719? 
Plane Cdr.     HÄWkes,  Odr, 
Pilot    Anderson,   Lt. 
To-Pilot Salpjr,  Lt.   Cdr. 
Radio    Nyhan,  ARM 1/c 
Photo    Swain,   PHD1I 
Jbeerv Roacoe,   Lt. Lil Tiroee  G.C.T. 

223? Off Little America (1135 Local, 
Orid Hdg 0714 Cruicing 5000 ft*   tamp - 10 cleg cent. 
Barom,  Pres.  29.10 

2330 On iastrumeDt« during cliafc to top overcasts     Light to 
Boderate ice encountered at ICXXX5  ,    ühanged course 60 
deg to etbd in attempt to find clear area nearer bar- 
rier. 

£&S Chgdto Grid Cue 10U Deg» 
^351 To grid cu» 07U.    Port Aft fuel tank on. 

21 Feb 19U7 
0020    Sighted humps in clouds in far distance believed to 

be tre Western Range. 
0035    Sighted first »ountains to stbd bearing 30 deg, Mte* 

Erebus and Terror sighted at SO  deg. relative to Stbd. 
01U2 Plenty mountains in sight both to port and etbd extend- 

ing thru overcast. 
OI52    Over foothills. Crevasses to port, Hull tanks on. 
02014    High snow and glacier-covered irregular mountains ahead. 

Mt. McClintock abeam on port hand, 
0206 Radar altitude 7500 plane altitude 10280 
0207 7000 102ÖC 
0210 U0Ö0 10300 
0212                 2700 10U00 
C2li9    Radar altitude averages 2300-2500 feet, airplane ?900. 

Plateau height about 76OC feet, 
0325 Radar u000:   Plane 10900 
0326 U^OC 1090C Qrld hdg 221; flying behind the 

Western Range — Entire plateau solid overcaat with top 
at 90a) plus 

0332 Took 16 ran. movies of Western profile of Western Range 
12 feet film. 

C3uS In tnis vicinity all surface ice ooted to be clear when 
on Eastern side of low ridges.    That on west aide is all 
snow covered. 

03^6 North edge of Ross  Island ?-AOted to be directly ahead with 
Orid hdg 22iu 

03^2 Cameras on altitude 11000 
03?3 16 mm film of dry Valley showing well-defined rock 

strata. 

Piste Nc.  iu 

Pilots Log of flignt U4 Task Qroap 60.3. 
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03^    To grid mig 226 
0U00    Circled to change Tri^i^t cäoaera Packs 
0k0& Contacted V5 on ^ilF, Advised V$ to Proceed north and 

cover ea^t face of Range ac far as Terra Nova Bay If 
possible* 

OI4I2    Requested Altimeter setting from Burton Island. 
0Ul6   Magazines O.K, Caaeras on to heading 11*0 grid at 0Ul6 

Cameras set for radar al^tude of 6000 feet account 
irregular terrain. 

0U19    Altimeter setting 29#11 (Same as at L. A« on takeoff) 
01^6   Radar alt 6700 Plane 11900 
OU33    16 MM of Rock pinnicles — then out of film 
0U;1    Ghg cue to? 
0140    Radalt 5300 Plane 12U00 
Okhh Vertical and Port Cameras off« nothing except flat 

Plateau to port with no distinguiehing featuree. 
05l6   Advised Alpaca of position« Few isolated peaks, not 

very high, visible to Northwest, High range visible 
to Northeast estimated not in excess of 100 miles. 
At bottom of chart and fuel more than half expended. 

052$ Passing over dull Maroon-colored mountains - Trimets 
still in action« Peculiar rounded bare surfaces — 
May be tops of cirques (this inserted by Lt« Roscoe) 

0532    Circled to load Gremlin, resumed 330 Qrid. 
O^ii?    Weather received from Base ^OO1 calling unlim visit* 

Advised Gremlin and kl? not on since reloading. 
0605    xurned to 28? grid to return to base. Sighted Erebus. 
0628   Over Burton Island at 5000« 
06iil   Passing Terror« 
06ii3    Passing Cape Crosier« Proceeding along Barrier for 

photo survey of edge« Port oblique on« 
0705   Over cove in barrier for vertical shot«. 
0937   On chocks L.A. (2237 locel) 

Plate No« IS 

Pilots log of Flight Ik  Task Group 66.5, (Continued) 
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i 
jse o'ner side 
A"ert necessary 

_\ 'E:   STATES DEPA^'WE.\T OF T-£ \TER.CR 
BOARD ON GE.; 3RAPH ;A^ NAMES 

ANTARCTIC  NAME PROPOSAL 

NAME PROPOSED BUNGE H' 3 

DESCRIPTION    Kmd of feature ROCK & TARN AHEA Lr        66°  27»      5. Long 100    42' ^ 

XX  N of Soott   31aol«r»     S  A E  of Shackle tor-  Shelf XX 
__    _   . naj^.cai -n. es distant frorT- ' 

Mop Reference {o,r chart.HO c^ort.rnop title.etc j     H.Qo   2562.   H.Oc   (BA)   3171^   AAF  LRAN Chart« 
SILKES LAND,  ETC. 

identifying Charoctenst.cs (size,shope, length,width/.e.ghf .etc i   as  much  as  20 miles   on a  side with 

a  deoadant  glaoier  to  the west and  ioo  cap on the   reirftininp;  aides which  rises 

to the south and east^ iC9 and then paok ioe to th» north.  Lakes 200-250 feet hi^i. 

Photo Reference (vertical,oblique,other.) Flights Eighteen and  Nineteen  of  Task Group 68»2  
See  Photographs  submitted. 

Materials Subrmtted   .THI-MET;^0;iON  AND   COLOR AERIAL PHOT OGRAPHS & a  attached. 

SUPPORTING DATA    ReasonforCho.ee   _ Lt-   Cmdr   BUNGEH   commanded  the   patrol   bomber  from 

which the ioe free area was  discovered.     Two  days  later Qndr.   BUNTER landed 

his  aircraft   in  one   of  the  lakes   therein.     Subsequent   news   dispatches  have 

made this  name  one  of oomraon usage,   evea.though it is  not  teohnicallv an  oaaiBc 
Doti diSwOvered, seen .recorded .mapped,etc.Zirat   diöooverod  11   February   1947J   landed   13  Feb* 

Ry whnmLt.   Qndr«  BlIN'-ER,   USN    and  crew of PBM,   BAKEH ONE  of TASK   JRÜUP 68.2 

Personal in'ormar.on (of honoree) DAVID  ELI   W1*™* 
lllö  G Avenue,   Coronoda,   California 

Exped.t.on  UNITED  STATES  NAVAL ANTARCTIC EXPEDITION 1946—1947     (HIGH.JIJMP) 

Supporting Date Submif'ea ( surveys , charts , photos , other ) _ 

Motion Pic^ros  and   descriptions  by aerial   explorers. 

to be re'urred 

not to De returned 

SJBMIT1ED8Y     No^e        John H.   Roacoo 

address Task  Force  68,  ÜS.S  Navy 

RonK or official duties   First  Ueutenant,   USMCR 

DC   NOT   WRITE   IN   SPACE   BELOW 

Date 1   June  1947 

:ODE  

CASE SECTION   _ 

RC -:   5    5 '47-1000 Muit 

DA'E   RECEIVED 

PROMULGATION 

Plate No# 1? 

Saxcpie  form for Aiitarctic Name Proposal. 
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DEPARTMENT OF THE NAVY 

 
 

 

Dear : 

COMMANDER 
U.S. FLEET FORCES COMMAND 

1562 MITSCHER AVENUE SUITE 250 
NORFOLK, VA 23551-2487 

5720 
Ser N01P1(2013-13)/003 
February 14, 2013 

Thank you for your Freedom oflnformation Act request dated October 19, 2012, originally 
sent to the Defense Technical Information Center (DTIC) at Fort Belvoir, VA. During the initial 
processing of this request by the DTIC, a document entitled "U.S. Navy Antarctic Development 
Project 1947: Report of Operation HIGHJUMP. (Volume 1)" was identified requiring Navy 
review . This document was forwarded to the Department of the Navy Privacy Act/Freedom of 
Information Act Policy Branch Office (DNS-36), which further forwarded it, and your request, to 
U.S. Fleet Forces Command (USFF) for action. Your request was received on January 29 , 2013 . 

Following a thorough review of this document by various subject matter experts at USFF, it 
was determined the information in this document was fully releasable . Consequently, it is released 
to you in its entirety and, due to its size, is provided as enclosure (1 ) on CD-Rom. The original 
classification of CONFIDENTIAL was changed to UNCLASSIFIED by the Armed Services 
Technical Information Agency on January 13, 1955 . Any residual classified markings throughout 
the document have been lined through to avoid confusion regarding the document's classification. 

I am the person responsible for this determination. Please contact Ms. Linda Alvers at (757) 
836-3630 or at linda.alvers@ navv.mil if you require further assistance. 

Encl : ( 1) Responsive document on CD Rom 

Copy to: 
Defense Technical Information Center 

8725 John J. Kingman Rd, Suite 0944 
Ft Belvoir, VA 22060-6218 

Serial file 
Case file 

Sincerely, 




