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ccLantFiz Fie  UNITED STATES ATLANTIC FLEET
83/( (1525 )

JR—— 14 JUL 1947

CARF I. P. O.. New YoOrk, N.Y..

68 conf. 1tr CTP 68/
A49/rdk Serial 0184 of

10 Jume 1947
¥rom Comsandor in Chief, United States Atlantic Flest.
Tos Chief of Raval Operations,
Vias 0fficer~in=Ciarge, Antarotic Developments Projeot, 1Y47.
Subjeots Report of Antarctioc Developments Project, 1947, (Operation
HIGRIJUMP) .
1, Forwarded,
2. The Coamandur in Chief, U.8. Atlantic Flset considers that a.'Ll

reasonablo meagures were taken, in the relatively abort period available, to

adequately prepare the units assigned to the Task Foros for the subject
operation,

3. It is notad that all major objsctives were accomplished except
the conatrustion, =* Little America, of a matted (mareton mat) airstrip,
The construction of such an airstrip was intended to provide the means for
detoraining the feasibility of maintaining and operating wheel type aircraft
thereon, The existing unusnally severe ice oconditiors precludad acoomplishe
ing thia projeoct, Huwever, considerablse experimental work was oonductoed and
the lask Force Commanler bellevee that an scoeptable technique wua developed
for ccustructing such . airstrip on suow (neve) coverad glacial ice per-
mitiing the operation thereon of airoraft using conwentlonal wheal typs
landing gear.

4e Due to the asasignzant of such a relatively large tesk foroe,
the Ravy now has available a lirge reservoir of polar-~conditioned personnsl.
In view of the increasing strategio importsnce of the Arctic, this compara-
tively large mumber of cold-weather-trained officers and men might, at some
future date, prove most valuable to the naval service,

5. The Comsander in Chief; U.3. Allantic Fieet conourse with the
Task Force Commander in the conviction that very real and definite advantages
heve accrued to the United States and to taz naval service as a regult of the
conduct of mubjeet operation, It is rocommsrised that a definite program of
naval operations be carried out apmually in ei‘her the Arotic or the Antarotic
soglons. The Arctio region would bo preferadble in view of the much shorter
distance from U.S, ports,

Copr tos
CTF 68
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COLFIDENTIAL

4 August 1947

SECOND ENDORSEMENT on

0.
49/rdx Ser
10 June 1947,

from:
L, ]

40

Subject:

1.

26

r 68/
ial 0184 of

Officer-in-Charge, Antarctic Developments Projeot,
1947,
Chief of Naval Operationa.

Report of Antarctio Developments Project, 1947,
(operation HILHJTMP),

Forwarded.

1t is thought that the next large Antarotio Expedition

should be a joint Army and Navy Project, and it is so recommonded,
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Navy DEPARTHMENT -
OFFICE OF THE CHIEF OF NAVAL OPERATIONS
) SAVINGS
Wasaineron 25, D. C, BONDS
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CINCLANTILT FRE UNITED STATES ATLANTIC FLEET

49/( )
0525 CARE F.P.O. NEW YORK, N.Y..
RREEN]L on
b8 1tr CTP 68/
49/rdk Serial 0184 of
10 June 1957
Froms Comnandor in Chief, United States Atlantic Fleet.
Tos Chief of Naval Operations.
Vias Officer-in-Charge, Antarctic Developments Project, 1947,
Subjects Report of Antarctic Developments Project, 1947, (Operation
HIGRJUMP) .
1. Yorwarded,
24 The Commundar in Chief, U.S. Atlentic Flesot consjders that all

reasonable meassures were taken, in the relatively short period available, to
sdequately prepare the wnits assigned to the Task Foroe for the subject
Omum.

kN It is noted that all major objectives were asoomplished except
the oonstruction, at Little America, of a matted (marston mat) airstrip,
The construoction of such an airstrip wes intended to provide the means for
deternining the feasiddlity of maintaining and oparating wheal type aircraft
thsreon. The existing unusually severe ice conditions precludad accomplish-
ing this projeot, However, consideormble experimental work was conducted and
the Task Forco Commander believes that an acceptable technique was developed
for oconstructing such an airstrip on snow (neve) covered glesial ice per-
mitting the operetiocn theoreon of airaraft using conventiozal wheel typs
landing gear. :

4o Dus to the assignment of such a relatively large task foros,
tho Kavy now has avallable a large reservoir of polar-conditioned persomnel.
In view of tho increasing stratsglic importance of the Arotic, this compara-
tively largs mmber of cold-weathere-trained officers and men might, at some
Iature date, prove most valuable to the naval service.

5 The Commander in Chief, U.S, Atlantic Fleel concurs with the
Task Force Commandsr in the convictiocn that very real and definite advanteges
have aocrued to the United States amd to the naval service as a result of the
conduet of subjeet operaticn, It is recommended that a definite program of
navel cvorations be carried cut anmially in either the Arctic or the Antarotio
regions, The Arctic region would bs preferasble in viev of the much shorter

distance from U.S. ports,

CGopy tos W. H. P. BLANDY
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for PEA
Navy DEPARTMENT A
OFFICE OF THE CHIEF OF NAVAL OPERATIONS
SAVINGS
AO/BYRD/rdk Wasminc.on 25, D. C, BONDS
4 August 1947
CONFIDENTIAL
SECOND ENDORSEMENT on
onle LU 68/
A9/rdk Serial 0184 of
10 June 1947,
Fron: Officer-in-Chargse, 5ntarctic Developments Project,
1947.
To : Chief of Naval Operetions.
Subjeot: Report of Antarctio Developments Project, 1947,
(Operation HIGHJUMP),
1. Forwarded.
2. It is thought that the next large Antarotic Expedition

should be a joint Army and Navy Projeot, and it is so recommended,
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CINCLANTFLT FiLE UNITED STATES ATLANTIC FLEET
29/( )
0 5 25 CARE F.P.O. NEw YORK, N.Y.

CORPIDENTIAL 14 JuL 1947

PIDORSRERN]L on

L

8 conf. ltr CTP 68/
A9/rdk Serial 0185 of
10 June 1947
Proms Comnander in Chief, United States Atlantic Fleet.
Tos Chief of Naval Operations,.
Vias Officer-in=-Charge, Antaretic Devolopuonts Project, 1947,
Subjeots BReport of Antarctio Developmenta Projest, 1947, (Operation
HIGRJUMP) ,
1, Forwarded.
2. The Cozmander ir Chief, U.S. Atiantic Fleet considers that all

Toasonablo measures were taken, in the relatively short pericd availsble, to
sdeguately propare the wnite assigned to the Task Force for the subject
operation,

3. It 15 noted that all major objootives were acocomplished except
the oconstruction, at Little Amorica, of a matted (marston mat) airstrip.
The conatrustion of such an airstrip was intended to provide tho means for
detornining the feasibility of maintaining and operating wheel type sircraft
thereon, The existing unusually severe ice conditions precluded accompliash-
ing this project, However, considerable sxperimental work was conducted and
the Task Forcs Commander believes that an acceptabio technique was developsd
for oonstructing such an airstrip on snow (nove) covered glacial ice per-
mitiing tho operation thereon of aireraft using conventicnal wheel type
mg goar,

be Dus to the assignment of such a relatively large task forocs,
the Havy now has availahle a large reservoir of polar-conditioned persomnel,
In view of the inoreasing strategic importance of the Arctie, this oompara-
tively large muaber of cold-weather=trained officers and men might, at some
future date, prove most valuable to the naval service.

5e The Commander in Chief, U.S, Atlantic Fleet conours with the
Task Poroe Commander in the conviction that very real and definite adventages
have accrued to the United States and to the naval sorvice as a result of the
oonduet of subjeet oporation, It is recommended that a definite program of
paval operations be carried cut anmaglly in either the Arctic or the Antarctic
regions, The Arctio region would bs preferabls in view of the mch shorter
distance from U.S. por‘l'.8.

. WM
P o es W. H. P, BLANDY
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CONFIDENTIAL

4 August 1947

SECOND ENDORSEMENT on

8 Confs

13 68/

A9/rdx Serial 0184 of

10 June 1947,
From:
To

Subjeot:

1,

24

Officer-in-Charge, Auntarotic Developments Project,
1947,
Chief of Haval Operationa.

Report of Antarctioc Developments Project, 1947,
(Operation HIGHJUMP),

Forwarded,

It ia thought that the next large Antarotio Expedition

akould be a joint Army and Havy Project, and it is so recormended.

R. E. BYRD. !
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Wasmincron 25, . C. BONDS
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CINCLANTFLT FILE UNITED STATES ATLANTIC FLEET
A9/( )
05 25 CARE F.P,O.. New Yornx. N.Y..

SORPIDENTIAL 14 JuL 1947

uxwé.mm: on
IF 68 conf, 1ltr CTP 68/

49/xdk Serial 0184 of

10 June 1947
Proms Commander in Chief, United States Atlantic Fleet.
Tos Chief of Naval Operations,
Vias 0ffiocer-in-Charge, Antarctic Developments Project, 1947,
Subject: Rsport of Antarctic Developments Project, 1947, (Operation
HIGRJUMP) ,
1, Forwarded.
24 The Commander in Chlef, U.8. Atlantic Fleet considers that all

reasonable meagures wore taken, in the rolatively short period available, to
sdequately prepare the units assigned to the Task Foros for the subject
operation.

3. It 1s poted that all major objsotives were asoomplished
the oconatruction, at Little America, of a mattod (marston mat) alrstrip,
The construotion of such an airstrip was intanded to provide the means for
deternining the feasibdlity of mninteining and operating wheel type airaraft
thereon, The existing unusually gevere ice conditions precluded accemplish-
ing this project, However, considerable experimental work was conducted and
the Task Porce Commander believes that an acceptable technique was developed
for oonstructing such an airstrip on snow (neve) covered glacial ice per-
mitting the operation thereon of aircraft using conventional wheel type
landing gear, ‘

4e Dus to the assignment of such a relatively large task foree,
tho Navy now has availahle a large reservoir of polar-conditionsd persommel.
In view of the inoreasing strategic importance of the Arotic, tbis compara-
tively large mumber of cold-weatherwtrained officers and men might, at gome
future date, prove most valuable to the naval servics,

5. The Commander in Chief, U.S. Atlantic Fleet conowrs with the
Task Force Commander in the convietion that very real and definite sdvantages
have accrusd to the United States and to the naval sexrvice as & result of the
conduct of subjeet operaticn, It is recommended that a definite program of
naval operations be carried cut anmually in either the Aretic or the Antarctic
rogions, The Arctic region would be preferable in view of the mmch shorter
distance from U,3. porte.

Ccpy tos
CTF 68
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Navy DEPARTMENT
OFFICE OF THE CHIEF OF NAVAL OPERATIONS
A9/BYR)/rdx Wasmincron 25, D. C,
4 August 1947
CONFIDENTIAL
SECOND ENDORSIUENT on
onle r 68/
A9/rdk Serial 0184 of
10 June 1947,
From: 0fficer-in-Charge, Auntarotic Developmenta Project,
1947,
To 1 Chief of Nawval Operations.
Subjeot: Report of Antarciic Developments Project, 1947,
(Operation HIGHJUMP).
1. Forwarded,
2, It i3 thought that the next large Antarotioc Expedition

should be a joint Army and Navy Projeot, and it ie 3o recommended.

R« E. BYRD. I
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TASK FOHCE SIXTY EIGHT
CTP68/49/rdk U. S. Atlantic Fleet
Serial 0184 1C June 1947

CONFIDRNTIAL

From: Commander Task Force SIXTY EIGHdT.

To : Chiaef of Naval Operations.

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

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

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

Enclosure: (A) CNO coaf. serial O6SP33 dated 26 August 1946.
(B) CinCLantFlt conf, sarial 0568 datad 15 October 1946 .

1. The Antarctic Develiopments Project, 1947, identified by
the codeword %''{JHJUMP*, was established by the Chief of Naval Operations
by Enclosure (a) dated 26 August 1946, This directive charged the
Commandar-in-Chier, U, S. Atlantic Fleet with the operational and
adoinistrative control of the project. Technical control was retained
by the Chief of Naval Operations and was exercised with the asasistance
of Rear Admiral Richard E. Byrd, U.S.N. (Retired), who was designatoed
as Officer-in-Charge of the Project and who locally exercised technical
control while present in the Antarctic.

2. Operational and edministrative instructions for the
conduct of the Project were issued to the Tesk Force Commander by the
Commander in Chief, U, S. Atlantic Fleet in a letter of instructions
dated 15 October, 1546, Enclosure (B).

Prior to the departure of Task Force SIXTY EIGHT for the
conduct. of “Operation NANOOK®™ in the Arctic, July-September 1946, 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 ®NANOOK™ and, during
the latter part of the operation some of the key members of the staff
ware 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.

L. 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 loar from the Coast Ouard, and 5 ships from the
Pacific Fleet. Aircraft assigned were: - § PBM, 6 RLD, 2 .J2F, 2 S0C,

-1 -




CTF60/A9/rdk
Serial Ol&);

CONFIDENTIAL

Subject: Report of Antarctic Developmants Project, 1947, (Opera-
tion HIGHJUNP),

1 JA plus L 403S~) and 2 HOS helicopters, Total naval and marine
personnel participating was slightly in excess of L4700 officers and
men. In addition 8 U.S.Army observers, 25 civilian observers from
various agencies of the U, S, Oovernment and 11 radio and press corre-
spondenta participated in the operation,

S. The short period available for planning and preparaticn
required atrenuous work on the part of all. Many of the ships were in
an inactive statue and all were below peace time complements. All air-
craft required winterization and some alterations. Little time was
available for the training and indoctrination of the hastily assembled
crews of the shdps and aircraft. Much specialised equipment had to be
assembled and modified for the special conditions to be encountered,
especirlly that for the base at Little America. The departure date of
2 December 1946 could not have been met except for the splendid coopere-
ticn of the various Buresus and agencies of the Navy Department and of

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

(a) Training personnel and testing equipment in frigid
8CN68e

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

(¢) 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 atten-
tion to later applicability of such techniques to
operations in interior Greenland where conditions are
comparzble to those in the Antarctic,

(e) awplifying existing stores of lmowledge of hydrographic,
gocgraphic, geological, meteorologicel and electro-mag-
netic propagation conditions in the area,

(f) Supplementary objectivea of the 1946 NANOOE Operation.

-2 -
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CTr63/A9/ rdk

Serial 010L
5 COMFIDENTIAL
Subjact: Report of Antarctic Developments Project, 1947,
(Gperation HIGHJUMP).
7e To accomplish these objectives the Task Force was

organized and tasks assigned as follows:

(a) TG 68.1 Central Oroup, Rear Admiral Cruzen.
M—mﬁﬁﬂz- 0 S (TFF)

1 A0C
NORTHWIND (USCG) 1 WAG

] BURTON ISLAND 1 AG
YANCEY, MERRICK 2 ARA
SENNET 185

TASK: 7To establiah a temporary 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

persomnel, testing materials and amplifying
axisting scientific lmowledge of the Antarctic.

(v) TG 68.2 VWastern QrouEE)Captain Bond.

1AV
CACAPON 1la0
HENDERSON 1D

TASK: To conduct systematic air erploration 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
Q to continue operations to westward along the conti-
nental perimster.

(¢) 7G 68.3 Bastern Group, Captain Dufek.

TGF) 1AV
CANISTED 140
BROWHSCN 1DD

TASK: Same as for the Eastern Group, except to

initiate operations in the vicinity of Peter 1

Island and to continue operations to sastward
3 along the continental perimeter.

-3 -




CTr6a/Ay/rdk
Serial 0ldl

CONFIDENTIAL

Subject: Report of Antarctic Developments Project, 1947,
{Operation HIGHJUMF),

(d) TG &8.4 Carrier Gro Captain Corawell.
PHILIFPINE gEA lcv

TASK: To transport 6 A4D 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 Amorica.

(e) TG 63.5 Base Group, Commander Campbell,
AT Unit, Commander Hawkes

Temporary Construction Uait, Commander Reinhardt
BEmergency Base Unit, Lieutenant Wagner,

TASK: To aestablish and maintain during the Antarciic
sumner a temporary base for approximately 40O person-
nel, and an airstrip on the Ross Shelf Ice in the
vicinity of Little America. To conduct systematic
outward radial air exploration of assignsd areas

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

8. 7he operational phase began on 2 December 1946, with
the departure of the majority of the ships from ports on the East
and West coasta of the United States, and was considered terminated
with the return of the Task Force flagship to iashington, D. C. on
1; April 1947, Details of ojerations are contained in the narratives
of the Task Grovp Commanders and of the Commanding Officera of the
ships participating, annexed hereto.

9. Had circumstances permitted, a departure date approxi~
mately two weeks earlier would have been zdvartia2ze:us, particularly
for the Eastern and Western Groups. This would have permitted them
to profit by the comparatively favorable flylng conditions that pre-
vail in the Antarctic during the latter half of December, Under the
unusually severe ice conditions existing this year in the Ross Sea
it is doubtful if the ships of the Central Group could have reached
Little Americs at a materially earlier date. However, had the icebreaker

-k -
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Serial 0184 B

CONFIDENTIAL

Subject: Report of Artarctic Developments froject, 1947,
(Cpsration HIGHJUMP),

started a reconnaissance of the passage into the Ross Sea some two
woeks 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 Bastarn and Westerm Grouns in the
Antarctic were continued as long as practicable. They were termi-~
nated at azrproxizatelr the date anticipated by the approach of the
winter season, with accompanying bad weather and shorter periods of
daylight. The Central Group wvas forced to withdraw from the base
at Little Armerica 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.

11. All ships of the Central Group suffered damage of
varying degree to hulls and propellers, nons of which was seriocus
except for the loss of the MERRICK's rudder. This accident occurred
while the MERRICK was manceuvering in heavy pack ice with a wind of
approximately 4O knots and while withdrawing fron 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 FBU Seaplane and two HO3S-1
helicopters crashed and were lost. In addition one PBM seaplane
was lost overboard from the flight deck of the CURRITUCK during heavy
weather.

12, There were seven deaths during the operation. Three
manbers of the crew of the PBM seaplane which crashed ard burned on
EIGHT's Peninsula were killed. In addition onme of the survivors of
this accident had both legas amputated below the knee as the result
of injuries during the crash and subsequent frostbite., One man from
the YANCEY was killed as the result of an unloading accident at the
Bay of Whales. Two men from the Western Group were killed in an
automobile accident while on liberty in Sydney, Australia, and ome
aan from the MOUNT OLYMPUS was drowned in Panama. This latter man
was overleave and was attempting to avold detection by swimming
back to the ship. .

1. With onme excoption, the major objectives of the opera=
tion were accomplished. Initial plans contemplated construction, at
Iittle America, of ¢ matted air strip (marston mat) for use by air-
craft on wheela, This project was not initiated due to the delay in
reaching Little Amarica and early realization that tka severe ice
conditions encountered in the Ross Sea would require evacuation of all
personnal and ships frozm Little Amarica at a considerably earlier date

-5

7773333333333 IIIIINITIITINIITIINIIININIINIINIIINIININIING




CTr63/A9/rdk
Sarial 0184

CONFIDENTIAL

Subject: Report of Antarctic Developments Project, 1947,
(Operation HIGHJUM:).

than originally hoped. However, considerable experimental work was
done along this lino and it is believed that an acceptable technique
has been developed for the construction of an airetrip on snow (nevé)
covered glacial ice, for the use of aircraft on wheels.

. Much information of value to the naval service and of
scientific interest was obtained. Details of obgervations and results
are contained in various annexes to this report and in separate reports
made directly to the various Bureaus and agenciea of the Navy Depart~
mant and commands afloat. All data relative to geographical discoveries
and mapping, together with certain scientific data, have been turned
over to the Hydrographic Office, Washington, D. C., for evaluation
and processing. It is estimated two years will be required to complete
this wosk and until this is done it is not possible tc 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 unexplored. Much of
this area waa covered by aerial photographs., These figures are aporoxi-
mate only and are subject tc revision upon cempletion of the work now
in progress in the Hydrographic Office. Ships' track charts and flight
tracks of aircraft from the various Task Groups are contained in annamss
to this report and give the general location of the areas covered.

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

16. The Task Force Commander is convinced that very real and
definite sdvantages have accrued to the United States and to the naval
service from this operation. liowever many of these advantages will be
lost if there is no follow-up., It is recommended that a definite pro-
gram of :aval operations be carried out yearly in the Antarctic.

-4 -
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CTr68/A9/rdk
Serial 0184

CONFIDENTIAL

Subject: Report of Antarctic Developments Project, 1947,
(Operation HIGHJUMP).

The aize of the force employed and the scope of oparations, of necessity,
mst depand upon many factors, both naval and national. A small opera-
tion next year employing only the available ice breaker and possibly
utilising some by the facilities which wers laft at the bagse at Little
Azsrica would be profitable and relatively inexpenaive.

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

18, The Task Force Commander wishes to express his apprecia-
tion of the outstanding work of the U. S. Coast Guard Cutter NORTHWIND,
and the fine service and loyal cooperation of the U. S. Marine Corps
flight crews and other liarine Corps personnal particlpating 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 Geodotic Service for their
splendid cooperation and help.

19. The recomuended distribution list for this report is
attached. (/
R. H. CRUZEN Z
- 7 -
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Navy DEPARTMENT
OFFICF, OF THE CHILF OF NAVAL OPERATIONS
0p33/hee Wasmingron 25, D. C,

Serial No: 065P33

CONFIDENTIAL 26 August 1946
Fron: Chief of Naval Operations.
To : Commander-in-Chief, U. S. Atlantic Fleet.
Commander-in~Chief, U, S. Pacific Fleet.
Subject: Antarctic Developments Project, 1947.
1. An Antarctic Developments Project, to be carried out

during the Antarctic summer (January to March) of 1947 is hereby
eptablished. This project will be identified by the code word,
RHIGHJUMPY,

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

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

(a) Training personnel and testing material in the frigid
s3ones.

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

(c) Determining feasibility of establishing, maintaining
and utilizing bases in the Antarctic, and investi-
gating 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 opera-
tions in interior Greenland where conditions are cop-
parable to those in the Antarctic.

(o) Anmplifying existing stores of knowledge of hydrozraphic,
geographic, geological, meteorological and electro-
magnetic propagation conditions in the area.

L. Tentative plans for the project contemplate the establish-

ment of a base on the Rosg 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 te required, one composed of 1 AG
(Ice Breaker ,"Wind" class), 2 AK or AXA, 1 & und two groups of 1 AV

gZncl. (A) -l -
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(with rBM winterized aircraft) 1 DD and 1 AG. It will be necessary
that a part of the above be supvlied by each the Atlantic and Facific
Fleet., For planning purposes consicder that tne 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 180th meridian at the
Antarctic Circle by about 1l January, 19L7; other two groups about

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

Se Technical control of this project will be retained by
the Chief of Naval Cperations and will be exercised with the assistance
of Rear Admiral Richard E. Byrd, U.S.N. (Retired), who will be designated
a9 officer-in-charge of the Project. The actual expedition will comprise
a task force of the U,S. Atlantic Fleet under the command of Captain
Richard H. Cruzen, now commanding Task Force 68 ir the Arctic., The
Offiser-in~Charge of the Iroject may participate in the actual expedi-
tion and locally exercise teclnicul control, but tactical command will
continue to be vested in the Task rorce Commander,

6. Commanders-in-Chief, Atlantic and Pacific Fleet are re-
quested to submit earliest practicable comment and specific recommenda~
tions for any zoordination desired with fleet zold weather operations,

7. Commands addressed in the distribu*tion list submit by
15 Septembar 1946, list of technical and scientific projects desired
to be undertaken, giving:

a) Character and scope of project.

b) Personnel to be accommodated on board shi» and at base.

c) Neight and space requirewmsnts for snecial equipment to
be instailed on board ship.

d) Neight and space requirenants of material to te trans-
ported %o base,

(e triority.

(
{
(
(

3. Action addressees and distribution list are dir:cied to
inplenent detailed plans as later promilgated.

9. The Chief of Naval Operations only will de=) with <qer
governnantal zgencies. Uirect dealing between subsrdinate zaval -omi
aeats is autnorized. No diplomatic negotiations are rejuired. o
foreign observers will be accepted.

znel. {A)
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Subject: Antarctic Developments Project, 1947.
10. Available information indicates that one U.S5.5.R.

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

1. This project as a whole is classified CONFIDENTIAL,
but sub-projects will be more highly clmssified if substance warrantas.
Special precautions are enjoined to the end that knowledge of purpose,
scope and destination is limited to naval distribution &nd within
naval jurdisdiction to those who need to know,

/8/ D. C. BAMSEY
Vice Chief of Naval Operations

BEncl. (A)
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CONFIDENTIAL

From:
To :

Subject:

Reference:

1.

UNITED STATES ATLANTIC FLEET

Care F'P.O., New York, N. Y.
15 October 1946

Commander-in-Chief, United States Atlantic Fleet,
Captain R. H. CRUZEN, U.S.N., Commander HIGH.JUMP
Force (CTF=63).

Instructions for Operation HIGHJUMP.

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

Under the tachnical control of CNO, plan and conduct

operations of Antarctic Development Project, 1747, identified by the
codeword ®HIGHJUMP®™,

2,
(a)
(b)

(c)

(d)

(o)

(f)
30

The objectives of Operation HIGHJUMP are:
Training personnel and testing equipment in frigid zones.

Consolidating and extending United States sovereignty
over the largesi practicable area of the Antarctic
continent,

Determining the feasibility of establishing, maintaining
and utilizing basss in the Antarctic and investigating
possible base sitea.

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 conditiona are comparable
to those in the Antarctice

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

Supplementing objectives of the 1946 NANOOK operation,

Upoun activation of the HIGHJULP Task Force or at an

appropriate time, ships designated to participate will be ordered to
report to you for operational control., Release Pacific Fleet ships
to CinCPac and Atlantic Fleet ships to appropriate Atlantic Fleet

Type Commanders when no longer required or when diracted by me., You

are authorized

to deal directly with CinCPac regarding matters corn=

cerning ships from the Facific Fleet designated to participate in the

Znecle (B)
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Subject: Instructions for Operation HIGHJUMP.

operations; keeping CinClLant informed.

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

Se Utilisze perscnnel, vessels, aircraft and equipment
placed at rour disposal to best advantage and as directed by CinCLant
or CNO.

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

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

8. Loglstic support as required will be furnished primarily
by ComServLant. Additional support may be requeated from ComServrac.

9 No diplomatic arrangements are required. No foreign
observers will be accepted.

10. Xeep CinCLant informed of the general progresa of opera-
tions and of any unusual conditions encountered. Submit your final
report to CNO via CinCLant, together with a recommended distribution.

1. This project as a whole 1s classified CONFIDENTIAL, but
subjects will be more highly classified as substance warrents. Special
precsutions are enjoined to the end that knowledge of the purpose,
scope and destination is limited to Naval distribution and within
Naval jurisdiction to thosz who need to know.

MARC A. MITSCHER
Copy tot
CNO ComServlant ComMinLant
CozAirLant ComOpDevFor ComTraComdLant
ComServPac ComDssLant ComPhiblant
CozBatCrulant ComSublant CinCPac

Encl. (B)




3 June, 1947,
DISTHIBUTIONW LIST
Jdo. Copies Total
SecNav 1 1
Asst. Seciav for Air 1 2
CN0  Up-01 1 3
0p-02 (3 for 0p-20) g 3
0p-~03 5 13
0p-0L 5 18
0p-05 5 23
BuAer S 28
BuShips 5 33
BuOrd 5 38
buPera 2 Lo
BuMed 5 LS
BuSandi S 50
BuDocks 5 55
liydrographic Office S 60
CinCLantrlt, S 3
ComAirLant L 37
ComBatCrulant 2 1l
ComPhibsLant 2 13
ComTraComLant 1l u
ComDesLant 2 76
ComServlant 2 76
ComMinLant 1 79
LantFlt Weather Central, Horfolk, Va, 1 80
ComSubLant 2 82
ComGenFMFLant 1l 83
ComGenAirFMFLant 1 8L
CinCPacFlt S 89
ComAirPac I 93
ComPhibsFac 2 95
ComTraComPac 1 96
ComDeaPac 2 98
ComServPac 2 100
comSubPac 2 102
ComBatCruPac 2 104
PacFltWeather Central 1 105
ComGenFAFPac 1l 106
ComGenAirFiFPac 1l 107
ComFirst Task Fleat S 112
ComSecond Task Fleet S 117
ComNavEastLant 3 120
Comdt,USCG L 12,
Comdt ,USKC N 123
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No. Copiles Total

Comranding General Army Air Forces b 133
Commanding General Army Ground Forces S 138
Adjutant General, U.S. Army 3 143
ComEasgSeal'ron b 1L
ComiesSeaFron 1 5
ComCaribSeaFran 1 W6
ConPananaSeaFron 1 147
ContawSeaFron 1 8
CorAlaskaSeaFroa 1 u9
ConuliE 1l 150
ComTHREE 1 151
ComFIVE 1 162
ComELEVEN 1 153
ComTWELVE 1 154
ComFOURTEEN 1 155
ConFIFTEEN 1 156
ComSEVENTEEN 2 158
ComNORArgentia 1 159
ComNavBase, tiorfolk, Va. 1 160
ComNOB, Coco Solo 1 161
0inC, ABD, Port Hueneme, Calif, 1l 162
ComMATS 1 163
ComNATSLant 1 164
ComlATSPac 1 165
ComAirTestCen, Patuxent, Md. 2 167
ComNavAirShipTraandExp.,Lakehurst, N. J. 1 163
ComHelDevions, Lakehurst, N. J. 1 169
0inC jicrographer's School, Lakehursi, ils J. 1 170
ComOpDevFor 2 172
ComCarDivOLE 1. 173
ComCarDivIvi0 1 174
ConCarDivTHATE 1 17¢
ComCarDivFOUR 1l 176
CocCarDivFIvVi 1 177
ComCarDivSIX L 178
ConCarDivFOURTERN 1 17y
ComCarPivFIFTEEN 1l 130
(.onCarDivSLVINTZEY 1 181
ConiairiestPac 1 182
ComFairuestCoast 1 13

CoaFairSeattle 1 13

CoarairiAlameda 1l 185
ComFair uoncet 1 136
ComFalrifingCNE 1 137
ComfairiiagTit) 1 135
ComFa iriingT G 1 189
cozFairiing=Cm 1 190
CozFairyiaELZVEN 1 191
CozFair.ingrOUATEEN 1 172
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Chief of Raval Intelligence
Director Public Information
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INDEX TO ANNEXFS
OF

OPFRPATION HIGHJUMP

ANNEX ONE -
(a) Task Group 68.1
(b) Task Group 68,2
(c) Task Group 68.3
(d) Task Group 68,4 (USS PHILIPPINE SEA)
(e) Task Group 68,5
(£) U.5.S. MOUNT OLYMPUS
(g) U.S.S. MERRICK
(h) U,S.S. YANCEY
(1) U.S.C.G.C. NORTHWIND
(3) U.S.S. BURTON ISIAND
(k) U.S.S. SENNET
(1) U.S.S. CURRITUCK
(m) U.S.S. CACAPON
(n) U.S.S. HENDEKSON
(o) U.S.8. PINE ISLAND
(p) V.S.S. CANISTEO
(q) U.S.S. BROWNSON

ANNEY. TVI0O - PHOTOGRAPHY
(a) Task Group 68.1
(b) Task Group 68.2
(c) Task Group 68.3

ANNEX THREE - PHOTOGRAMMETRY

ANNEX FOUR - AVIATION

(a) Seaplane Operations and
Maintenance

(b) Landplane Operations
apd Eaintenance

{c) Utility Operations
and Maintenance

(d) Summary

ANNEX FIVE - SHIP OPERATIORS
ANNEX SIX - COMMUNICATIONS AND ELECTRONICS

(a) Genersl Summary
{v) Communications
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(c) Communication Rlectronics
(d) Airborne Electronics
(e) Radar
(£) Sonar
ANNEX SEVEK = AEROLOCY
ANNEX BIGHT = SURFACE NAVIGATION
ANNEX NIN® - AMPHIBIOUS AND ICE OPERATIONS
ANNEX TEN - CAMP CONSTRUCTION
ANNEX ELEVEN - CARGO HANDLING
ANNEX TWELVE - CLOTHING
ANNEX THIRTEEN - SURVIVAL EQUIPMENT

ANKEX FOURTEEN ~ DEMOLITION OPERATIONS IN
ICE FIELDS.

ANNEX FIFTEEN - LOGISTICS
ANNZX SIXTEEN - PUBLIC REIATIONS

ANNEX SEVENTEEN ~ TRANSPORTATION AND CON-
STRUCTIGN BUUIPMENT

ANNEX EIGHTEEN - TESTS OF STARDARD RAVY
SHIPROAFD FQUIPVENT

ANNEX NINTEEN .- MEDICAL

ANNEX TWENTY - LENTAL

ANNEX TWENTY-ONE - NAVY RATIONS

ANNEX IWERTY-TWO - EXPERIMENTAL AIR STRIP
ANNEX TWENTY~THRER - PERSONNEL

ANNEX TWENTI-FOUR - SUMMAKY OF SCIENTIFIC
AND TEQINICAL PROJECTS
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Elements of the Central and Eastern Groups of Task Force Sixty-
Eight departed Norfolk, Virginia in company on the afterzocn of the 2nd
of December 1946. This force consisted of the following shipas:

CENTRAL GROUP

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

EASTERN GROUP

USS PIKE ISLAND (AV-12) - T.0. 68.3 Flag (Captain G. J. Dufek, USN)
USS BRUWNSON (DD=-868)

The trip to Panama was unsventful except for an uwnusually high
rupber of breakdowns enroute, nearly all of which were due to inexperi-
enced engineering personnel. Upon reaching Colon, Canal Zome, on 7
Decexber 1946, the ships passed through the Canal and remained in Balboa,
Canal Zone for two days in order to provide a laet liberty for all hands,
At Balboa the USS CANISTEC (A0-99) and the USS SENNET (SS-408) joined
the Rastern and Central Groups, respectively,

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

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

The Cantral Qroup contimued on to Scott Island, fueling from
the CANISTEO once again while enroute. The first iceberg was sighted
the day after Chriotmas in position Latitude 62° 15' S., Longitude 14,1°
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 Decaember and
& readezvous was made with the YANCEY and the MERRICK., Theee twv ships
had departed from the weet coast of the United States in company with
the Westarn Group. They had been detached by CTG 682 two weeks
previously and ted to proceed to Scott Island independently to
rendesvous with the Central Group. Enroute they passed through the

Annex I-(a) -1 -
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reported position of the Nimrod Islands (Latitude 56° J0' S., Longituds
153° 30' W.) in excelleat weather. There was no avidence that these
islands existed in or near their reported position.

After the rendesvous on the 30th, both the YANCEY and the
MEERICK wore fueled from the CANISTEO, While the fueling was in
progreso, the NORTAWIND proceeded southward independently to recon-
poiter the ice packe The NORTHWIND, ballasted down, stood socuth
along the 1680th meridian, passed through approximately 100 miles
of moderate, broken ice pack and then saouted 30 additional miles
by halicopter. Two well defined leads to the southward were dis-
covered. These axtended as far to the southward as the eye could see.

As a result of this reconnaissance and due to the fact that
svidence froa all previous successful passages through the pack
indicated the most advantageous position to enter the pack was along
the 180th meridian or a 1little to the westward, it was decided to
follow the route indicated by the NORTHWIND's reconnalssance.

Upon completion of fueling, the Task Force Commonder trans-
ferred to the NORTHWIND, and tke Central Oroup headed south into the
ice pack, The CANISTEO was ordered to join the Eastern Group, About
20 miles south of Scott Island, the firat pack ice was encountered on
the 31st of December 1945, in position, Latitude 67° L9* S., Longitude
180°% At that time the formation was in column in the following
order:s NORTHWIND, MERRICK, IANCEI, MOUNT OLYNPUS, and SEMNET. All
that ®night® and the following day this group continued its passage
southward with the pack ice getting steadily heavier, Tae ios changed
from loose, scattered pack about two feet thick and free of bargs to
close, heavy pack ranging from six to ten feet thick and containing
large piscces of shelf ice; through all this a winding, twisting course
had to be chosen. Large tabular icebargs wore passed with increasing
frequancy, The speed of the group was reduced to about three Imots
and the unprotected ships suffered some damage., The MOUNT OLIMPUS
beat 10 frames (forward, on the starboard sids), sprang a lesk ir the
bow, and bent two blades of her propeller. The leak was soon stopped
and the frames shoreds The MERRICK opened a sesm which let in 120

gallons of water per mimute but the leak was soon brought under coatrol,

The YANCEY sustained ainor damage.

The seccond of Jamuary, 1947 found the NORTHWIND, MERRICK,
YANCEY, MOUNT OLYMPUS and SENNET lying to in « pool of water formed
by surrounding ice in position, Latitude 69° 18' S., Longitude 179°
L9* W. A conferences of all Commanding Officers was called aboard
the NORTHWIND, It was decided to push ahead into the pack rataer
than wait for a possible lead to open in the ize ahead, as the posi-
tion of the ships was precarious due to the presence of large bergs
in the immediate vicinity. As soon as the conference ras terminated,
the ships got underway on a southarly course and headed into the ice
pack. It was impossihlo to steer a steady course; only a gencral
direction could be maintained, Finally, sbout midnight, a small pool
was reiched where the shipe remsined until the next morning, when a

Annex I-(a) -2 -
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generally southerly course was resumed,

Progrese cduring the morning of the 3rd of January was diffi-
cult, the ships frequently becams 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 became appareni that to continue further south-
ward with her, would seriously handicap progress of the large sii}s.
It was therefore decided to return her to the north of the pack. lhe
NORTHWIND took the SENNET in tow, returned her to the pool of open
water that had harbored the formation the previous day, and proceeded
10 rejoin the remainder of the ships to escort them to a safe position
where they could be left while the NORTHWIND was escorting the SEWNET
northward clear of the pack,

Upon joining the large ships it was found that they were fast
in the ice. Considerable time was required to break them out and
roforn the column. The formation had not proceeded far southward
when word was received from the SENNET that the pool in which she
was lying was closing rapidly and that she required assistance.

The NORTHRIND loft the formation and rejoined the SENNET. After
extricating her from the ice, the SENNET was taken in tow and course
set ©o northward.

As the rest of the ships ssemed to be in a comparatively good
position with soms open water and no icebergs in their immediate
vicinity, it was decided to continue northward with the SENNET to
open water,

Some twelve hours later, on the morning of l January, word
was received frop the administrative staff aboard the MOUNT OLYMPUS
that the wind had increased to twenty knots, that the opan water was
closing, and that two icebergs had drifted into tbe immediate vicinity
of the ships. However, there was no open water in which the SENNET
could be safely left, so the NORTIWIND continued northward with the
SZNWET in tow. Messages concerning the seriousness of the situation
of the other ships contimued to arrive. By 1000 a pool of open water
wes reached which would afford at least temporary shelter for the
SENNET. She was cast loose and the NORTHWIND set course to rejoin
the other ahips at beat speed.

NORTHWIND made contact with the ships late on the afterncon of
k Jamuary. All ships were fast in the ice and unmaneuverable, with
the YANCEY acd MERRICK in an uncomfortable and potentially dangerous
position. Considersble difficulty was encountered in extricating the
three ahips and reforming the column, but by midnight all ships were
enroute southward and eacorted t© an area free of icebergs and heary
ice floas in latitude &° O4' S., Longitude 179° L46' W,

The NORTHNIND again headed north to rejoin the submarine SENHET.
Shortly before noon, the SENNET was aightod and again taken in tow,
Soon thereafter the pack becams loose enough for her to proceed inde—
pendently astara of the icebreaker.and she was cast loose. The NORTHWIND

Amnex I-~(a) -3-
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escorted the SEWIET as far north as 679 30' S. where the SENNET was
detached, that area being clear of all packe Upor being detached,
the SENNET was orderod to raemain in the vicinity of Scott Island to
carry out her tests and await further orders, The NORTHWIND then
headed south at best spsed to rejoin the other ships.

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

The NORTHWIND continued steaming south with MERRICK, MOUNT
OLYMPUS and YANCEY, At OLOS on the 7th the pack becams quite hesvy
with evidance of considorable pressure building up between the flces,
80 course was revarsed to the rorth. Shortly thereafter the MERRICK
booams stuck in tho ice. Th: NORTHWIND acon broke her out and the
forco continued northward. At 0620 the MOUNT OLYMPUS was stopped by
the heavy ico and again the NORTHWIND came to the rescus. Finally,
at 0801 ths large lake (70-11S, 178-23 W) that the formation had
left the previous day was reachod and it was decided to wait there
until furthar air recornaisaance could be undertaken.

That afternoon the J2F, a single engire OGrumman Amphibian,
was hoisted ocut and a reconnaissance flight was made to the south-
east with Captain Thomas, Commanding Officer of the USCOC NORTHWIND,
as ocbeerver,

At this point, Task Group 68.2 was ordered to staam eastward
and make long range reconnaissance flights in ordar to find cut the
best poasible way for Task Group 68.1 to contime southward,

The next morning, two more flights were made with the J2F, one
to the southeast and one to the southwsst., Both of these flights
axtendsd over ons hundred miles to the soutimard and falled to dis-
close any leads,

The NKORTHWIND headed southward indepeudently, to test ice
conditions, After proceeding 17 miles and making one helicoptar
reconnaissance flight it was obvious that the formation could not
proceed southward, and the NORTHWIND returnsd to the lake arriving
there about 1130, Jmmuary 9, 1947.

In the msantime, CTQ 68,2 wus having little or no luck in
getting off & recannaissance flight., His position was to the north-
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west of Scott Island and the weather had been unfavorable for flying.
8inco the NORTHWIND had found the weather around Scott Island to be
good a few days before, CTG £8.2 was ordered to close Scott Island and
try to get his flights off from there. The SENNET was ordered to take
station 200 miles east of Scott Island and act as a weather station
and alternate airdrome for the PBM's of TG 68.2.

Later that aftarnoon, the pool in which the formation was lying
to, started to olose in. It was necessary to find a new pool 8o the
NORTHWIND got underway about 1800 and steamed five miles to the south
where a new pool was found. It was intended to move the formaticn to
the new pool but the MOUNT OLYMPUS was unable to get underway. She
atill had two leaks to repair and this could not be accomplished in
less than 12 hours. As a result of this, the formation remained in
the old pool until the following morning.

At 0300 on the 10th of Jamuary 947, the USCGC NORTHWIND
got underway. During the night the ice had cloaed in around the
formation to such an extent that it was necessary to break the ships
out. By 0930 this had beaen accomplished and course was set for the
south to the pool that the NORTHWIND had found the day before. The
going was difficult and it was not until 1300 that all ships were
aafely in tho new pool - an average spead of less than 14 knoie had
been made.

That afternoon, the NORTHWIND made another reconnaissance trip
to the southward, leaving the rest of the formation in the pool. The
goirg was vary 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 roversed to head back for the formation. When the NORTHWIND
rejoined the formation there were two PBM aircraft from Task Group 68.2
circling overhead, The weather grew steadily worse. The ceiling closed
in to about hOO feet and it started to snow. Both planea reported
icing and were dispatched for homae, the USS CURRITUCE. At 2030 word
wag received of their safe arrival,

On 9 January, tha USS PHILIPPINE SEA flying the flag of Rear
Mpiral R, E. Byrd, USN (Retired) Officer-in-Charge, Antarctic Develop~-
pent Project, departed from Balboa and reported to the Comkander Task
Force 65 for duty.

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

Task Group 68.1 contimuad steaming southward until the llth,
Each succeeding day found the going a little easier. By the morning
of the 1llith there were iarge atrips of open water in which a fairly
good speed could be made. Unfortunately, the speed had to be kept
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balow 13 knots due to the KOUNT OLIMPUS' bent propeller.

At 1300 on the lith of January 1947, the Task Force Commander
shifted his flag from the NORTH¥IND to the MOUNT OLYMPUS. The NORTH.YIND
renainsd guide but the order of the column was changed to NORTHWIND,
MOUNT OLYMPUS, MERRICK and YANCEY. The course of the formation was
changed from due south to l40° T, heading for the Bay of Whales,
Occasional patches of ice were encountered and also an occasional
iceberg. That evening, about 2200, Captain Thomas, USCGC NORTHWIND,
ms2ds a helicopter flight and sighted the barrier ice besring 1L0° T,
distance 20 miles from the formation.

Shortly after midnight, the KORTHWIND and the MOUNT OLYMFUS
ware off Discovery Inlet; the YANCEY and ths MERRICK were ordered
to remain where they were and await the return of the cther two ships.
After a brief reconnaissance of Disgovery Inlet, the NORTHWIND and
MOUNT OLYMFUS returned and the farmation steamed eastward along the
northarn edge of the Barrior. At 0615 Lindbergh Inlet was passed
abeam to starboard and shortly thereaftar the entrance to the Bay of
%hales was reached. The entrance to the Bay of Whales had changed
from 14 miles wide, as found bty the last expedition, to about 300
yards. From the cutside it seamed to be clogged with unbroken bay
ice. At 1000, the Task Force Commander shifted his flag to the NORTH-
WIND and proceeded into the Bay of Whales itself, the rest of the ships
rexaining outeide., Once insids, it was found that the Bay of Whales
itself had grown considerably smaller and that ice conditions there
ware bade In its pressnt stats, the AXA's would not be sble to enter
and unload, It was neceasary to have the NORTHWIND break the bay ice
in the bay. The force would have to wait for a southerly wind to
eapty ths loose broken ice into the Ross Sea. A conference was called
of all Commanding Officers and they ware informed as to the conditions
in the Bgy of Whales,

While all this was taking plsca, back in San Diego the USS
BURTON ISLAND was getting underway for Antarctica. Construction bad
been speeded up 80 she was ready about two weeks ahead of schedule.
As she was urgently needed, it was neceasary that she forego her
shakedown cruise and depart at once for Little America. It was ex-
pected that she would join Task Group 68.1 in the Bay of Whales
about 9 February.

On the 16ta of Jamuary, the Commandars of Task Groups 68.2
and 3.3 were ordered to direct the destroyer BROWMNSON and the
tanker CACAPON to proceed in time to rendesvous with the PHILIPPINE
SEA prior to 1300 (XRAY) on the 25th, Upon arrival they were to
report for duty, transfer mail and supplies and the CACAPCN was to
fuel the ships at ths rendeavous. All day the 16th and the 17th,
the NORTHWIND proceedsd to break ice in the Bay of Whales, At OlLS
on the 13th of January the YANCEY proceeded inside the Bay of Thales
and tied up to the ice., By 0345, she was secured and had commenced
t> unload her cergo.
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The entrance to the Bay of Whales in January 1947 was & narrow
opening in the barrier ice about 300 yards wide. The barrier ice on
eithar side of the opening varied between approximately 70 and 100 feet
highe About two hundred yards inside the entrance, the western shore
line of the barrier receded sharply for a distance of about a mile. The
eastern gshore line continued in slmost a straight lina to the very south-
orn extremity of the Day. After receding about a mile, the barrier ice
gave way to the bay ice which commenced to closs the eastern shors line
in a gentle curve, giving the entire Bay the form of a lopsided ellipse
about a mile wide and » mile and a half long. Ships wers moored at the
southern end of the bay. This ice continued soutimard for about 2 miles
where it gave way Lo barrier ice, which to the layman resembled rolling
foothille of snow. Between this shalf 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 the
site of the new caap and the route that would have to be followed to get
to it. The new camp sits was on the barrier ice, about 1% miles froa
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 easliest to crosa.
In order to cross the main pressure ridge, it was necessary for the sea-
bees to bulld a bridge capable of bearing the weight of the heavy equip—
msnt of the expedition. This bridge was completed by the morning of the
17th and by the time it was completed, the YANCEY had most of its trans-
portation equipment on the shelf ice.

At 1930 on the 19th of January, the MERRICK headed into the Bay
of Whales, and by 2200 was moored alongside the ice, astern of the
YANCEY. Unloading operations were started immediately. The following
day, the 20th, the NORTHWIND departed from the Bay of Whales enroute to
rendezvous with the carrier PHILIPPINE SEA in the vicinity of asott
Island. The PHILIPPINE SEA which had left Panama on the 7th i Jabuary
was due at the rendesvous point on the 26th.

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

On 22 January the MOUNT OLYMPUS entered the Bay of Whales and
moored. The Noraseman &irplane was unloaded onto the bay ice and towed
to the Base Camp. That day and the next, all three ships continued to
unload as quickly as possiole. The morning of the 22nd, Vance Foodall,
82, 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 eurface and threw his hand against ons of the teeth. He was pull-
ed in betwsen the roller and yoke and crushed. Yemorial servicez were
held at 1400 on Thursday the 23rd.

To the northward, both the NORTHWIND and SENNET were steadily
steaming toward the rendezvous position in Latitude 67S, Longitude 175W.
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dbout the time that the MERRICK was tying up in the Bay of #halss, the
NORTHWIND and the SENNET arrived at the rendezvcus. Three hours later,
the destroyar BROWNSON which had been proceeding from the Eastern Group,
Joined them and at two o'clock in the morning the CACAPON from the West-
em Group, came over the horizon. As soon as the CACAFON joined the othar
shipe, ahe commenced fueling ti.e SENNET. While in the midat of fueling
operationa, the carrier PHILIPPINE SEA, flying the flag of Rear Admiral
R. B. Byrd (Ret.} USN, arrived. All ships were now at the rendezvous
position as plennad. The weather which had forced the PHILIPPINE SEA

to slow from her previous 20 kmots t.) daye prior to the rendezvous, had
not improved and it was impossible to iaunch the six RLD aircraft that
day. While waiting for the westher to i.prove, all ships with the ex-
ception of the PHILIPPINE SEA were fueled from the CACAPON, The SENMET
was dispatched to scout the northern limits of the ice pack between 165°
¥. and 175° W,, and provisions and mall were transferred between ships.

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

On the 28th of Jamary the weather abated somewhat, enough so
that the IANCEY was able to stand into the Bay of Whales, Once inside,
tho YANCEY found that conditions were not favorable so she hove to in
the bay to tranafer men and supplies to the Base Camp. A8 soon as this
was done, she again stood out to sea, The following day, weather
conditions improved atill more and the MERRICK was ordered into the bay,
to moor to the ice, which she did at amidnight. Meanwhile, the Command-
ing Officer of the Base Camp reported that conditicns on the alrstrip
were suitable for landing aircraft. To the north, the PHILIPPINE SEA
had been lying to in the vicinity of Scott Island waiting for favor-
gble conditions to launch the BiD's. AL 2330 (XRAY) on 29 January 1947,
the first two R4D!s took off from the carrier bound for Iittle America.
Not only was it the first time that a plane as large as an RLD had taken
off fron a carrier but it was the first time that any airplane had ever
taken off from a ocarrier with a combination wheel-sid arrengement. In
the first plane, the Officer-in-Charge of the Antarctic Development
Project, Rear Admiral R. E. Byrd, USN (Ret.)} was flying as observer.
The take—offs of the first two planes were successful and for five and
a half hours they cantinued their way southward. They passed over the
ice breaker NORTHRIND which had been stationed at the midpoint of the
flight. Strong head winds were encountered all the way down, Finally
at 0500 on January 30th, they were sighted from Little America and at
0528 the first plane landed.
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As sonn as the news of the success of the first flight was
received aboard the carrier, preparations were made t¢ launch the
remaining four planes, The first plane of this group took of{ at
00U0 and shortly thereafter all the remaining three were airhorne.

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

cyro 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 astre
compass was of no use, A short mhile later its radio stopped function-
ing and many anxious moments were spent by thosc listening both &t
Little Amsrica and in the PHILIPPINE SEA. At ahout 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 HOUNT OLYMPUS picked them up to the westward, and at
1:06 they landed.

While the planues were enroute to Little America, the MOUNT
OLTMPUS stood into the Bay of Whaleo and moored to the ice. As the
last plane lsndedd, the barometer was dropping rapidly. By 1600 the
visibility had changed from unlimited, an hour before, to a thousand
yards with intermittent snow. A%t 1650 the MOUNT OLYMIUS sounded the
recall and an hour later once more put to sea. It was necessary to
loave the MERRICK inside to weather out the storm as best she could
a3 she was in the midet of unloading. By the time the MOUNT OLYMPUS
clea.ged the entraice to the Bay of Whales, the barometer had dropped
to 28%30.

The storm dled 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 3lst of Jamary, the MOUNT
OLYMPUS entered the Bay of Whales to transfer personnel,and stood
out again, All that day and the next, she lay to outeide and finally
about noon on the 2nd of February she re-entered and moored along
the portside of the MiRRICK. From the 2nd of February until the 6th
the ships of the Central Qroup stayed moored to the ice in the Bay
of ‘hueao

On the 6th of February it was agreed that the time had
arrived for the ships of the Cemtral Group to start their way back
through the ice pack. I1f the departure were dalayed langer, it
might mean that the entire Central Group would be caught in the
ice and have to winter over, which they were not prepared to do.

All day on the 6th, last minute transfers of personnel and material
were made., At 1700 the Task Force Commander shifted his flag to the
NORTHWIND and shortly thereafter, Admiral Byrd laft the MOUNT OLYMPUS
and took up his quarters at the Base Camp at Little America., There
he stayed, taking part in the axploration flights and asguming 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 cf the Bay of shales. After clearing the entrance, the
formation headed for Scott Island.

To the north, the USS BURTON ISLAND was steaming steadily
southward to join the Ceutral Groug. The evening of the 6th in
Latitude 63° 38' S., Longitude 175° 30' W,, she had hor first baptiem
of ice. There she continued to the southweat encountering loose pack,
The pack did not change much on the following day but on the dth in
Latitude 69° 45' S., Longitude 178° 17' E., she encountered solid pack
ice, From there until clear of the pack to the south the going was
difficult,

The Central Group, steaming northward, found conditions in the
Hoss Sea considerably lmproved, 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° 1l' S., Longitude 179° 02t
E. After the DURTON ISLAND joined, the Central Group entered haavy
pack, still on a northerly courae with the two iccbreakers 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 lcads. The weather during this
period was generally bad, with frequent snow fall and low to very low
visibility. :

Cn 12th of February, when almost within sight of open water,
Task Group 68,1 suffered its worst ship casualty. That morning found
the group lying to in a small pool of open water, while the NORTHWIND
and BURTON ISLAND acouted 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 L5 knots. -hile proceeding throvgh
the pack, the KERRICK was forced to shear ocut of column to avoid aome
heavy ice in the channsl. By this maneuver the ships aatern were also
forced out of column and became stuck in the ice. While manoeuvering
to frea the ships from this position, a strong gust forced the MERRICK's
stern dom upon a heavy floe, breaking her rudder stock. She was
taken in tow by the NURTENIND, with no steering control in the ice
and high wind, she became unmanagesble and was cast off. During the
night the MERRICK drifted northward with the wind, while the NORTHWIND,
operating to leeward, cleared the ice from her path., In the morning
the wind abated and she was agein taken im tow. The MOUNT OLINPUS 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 MERRICK.

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

From this time on, the Contral Group ceased to act as a con—
corted group. The NORTHNIND towed the MERRICK to Port Chalmers, New
Zezland, accompanied by the YANCEY. Enrouis, a storm with winda 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 MERRICK. Finally on the 22nd
of February 1947, the three vessels arrived at Port Chalmers, where
installation of a temporary rudder on the MERAICK's old rudder stock
was undertaken, Repairs were completed on the 21st of March,1947,
at which time she departed for San Diego, California., The MERRICK
arrived in San Diego and reported to her type commander on 12 April
9k7.

The MOUNT OLYMPUS remained in the vicinity of Scott Island
while the BURTON ISLAND, with the Commander Task Force 68 on board,
steamed southward to McMurdo Sound. Drygalsiki Ice Tongue was reached
the morning of the 16th of February and Mciurdo Sound entered that
night, Once in the Sound, the weather became unfavorable and the ice-
broaker was forced to lie to for two days until it moderated. On the
20th, the BURTON ISLAND's helicopter made a flight to Cape Armitage
and landed near the hut thet Scott had built there in 190l. Tha hut
was in remarkably good condition and after spending a short time there,
the helicopter returned to the BURTON ISLAND. That aftermoon, a second
flight was made to photograph Scott's camp site. #hile making a landing
near the hut, the tail rotor of the helicopter was damaged and the plae
was unable to take off sgain, The crew of the helicoptar found in the
hat a sledge that 8cott had used some 45 years before. The cledge was
still in good condition. Using it, the crew returned to the BURTON
ISLAND over ten miles of ice, obtained the parts necessary to repair
the tall rotor, and returned. Once back at the hut, the repairs were
nade, and the helicopter flown back to the BURTON ISLAND. That same
aftarnoon, the J2F ajircraft took off and an ice recomnaigsance flight
of approximately 100 wmiles was made., The BURTON ISLAND departed
Mclurdo Sound for Little America on 20 February,

The morning of 22 February 1947 the BURTON ISLAND arrived at
the Bay of Whales and commsnced evacuating personnel of ths base
camp. Tha evacuation was completed and departure taken for Scott
Island on 23 Fedruary 1947. The pack was clsared on the 25th, and
on the 26th rendesvous was made with the MOUNT OLYMPUS which had
reaained in the immediate area since clearing the pack on the 13th
of Fobruary. The Officer-in-Charge, Antarctic Developments Project,
the Task Force Commandar and the majority of base camp personnsel,
transferred to the MCUNT OLYMPUS., The BURION ISLAND then headed for
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¥ellington via Port Chalmers, New Zealand, and the KOUNT OLYMFUS for
Wellington direct.

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

The MOUNT OLYMPUS, NORTHWIND, and BURTON ISLAND departed
Wellington, New Zealand, on 1l March, 1947. The MOUNT OLIMPUS aailed
direct to Panama and then to Washington, D. C. She arrived in Washington
on the lhth of April. The NORTHWIND and BURTOXK ISLAND proceeded in
company a8 far as Pago Pago, Samoa. From there, the NORTHWIND asailed
to Seattle, Washington, by way of Pearl Harbor, arriving in Ssattle
on 6 April. The BURTON ISLAND sailed direct to San Pedro and reported
to her type commander on 31 March,

The YANCEY left Port Chalmers, New Zealand on S March, 1947
and arrived at Pago Pago, Samoa on the 1lth 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 14 April. At Pearl Harbor, she
discharged her tow and her cargo and sailed for lort Busneme, Calif,,
u'rivl.ﬂg there 2 May, 1947 and reporting to her type commander on 15
May 1947,
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RESTRICTED

INTRODUCTIUN::

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

Task Group 68,2 started to take shape in late November 1946
on the West Coast, when U.S.S. CURRITUCK (AV 7) and U.S.S. HENDERSOW
(DD 785) reported for duty in San UMego, and the U.S.S. CACAPON (A0 52)
reported in San Fedro, all on the 20th., I reported on board CURRITUCK
on 27 November. The ships were busy over a holiday period getting gear
on board and trying until the last moment to £il11 the ships complement.
Personnel were obtained much in the fashion of more ancient salling ship
days, although the crews were not recruited from grog shops and jails,
but on bended knee in staff persomnel offices. The only incident occur-
rod when the HO3S helicopter almost cracked up when landing on board.
The pilot slid the plane off the edge ot the pla tform. Fortunately
the wheel caught in the netting. The netting paid 2007 dividend in 30
seconds.

We all cleared harbor independently on 2 Lecember, between fog
banks, Our group also included U.S.S. YANCEY (AKA 93) which sailed
from Port Hueneme. The U.S.S. MERRICK (AKA 97) was delayed until S
December to load more plerced plank matiing for the air strip., All
vessels proceeded expeditiocusly to their assigned tracks, S0 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
scuna the ocean bottom to increase our hydrographic knowledge of little
inown areas. The MERRICK ana YANCEY could sound only to a depth of 250
fathoms. This was a definite limitation and emphasizes the necessity
for equipping such ships properly and sailing them on separate routes
if we are ever to properly chart unfrequented water areas and elimin-
ate many "existence or position doubtiul™ notes now or hydrogiaphic
charts.

On 3 December received a dispatch from VI-3, advising against
installing skis on helicopters. The sxi was prompted py imagining
what would happen if a 24 ton helicopter were to sit domn, with its
andll wheels, on a bit of inacressible shelf ice and have a wheel go
through, cant the plane, ana wreck a rotor blade. We decided to make
plymood 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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When opportunity presented we flew the HO3S5; the pilots' sidll
improved with each landing. Whaen we went through the TUAMOTUS, 1t flew
for four hours, the pilot watching for coral reefs in the relatively
unknown area., This scouting gave a comfortable feeling to the navi-
gators and was of great aid.

On 4 December CACAFON wiped a main shaft bearing and slowed to
L knots, but was sble to regain position by the time we reached the
Marquesas. Worked cut an operation plan for this group. The bathythar~
mographs in CACAPON and HENDERSON were doing well., On 8 December the
CURRITUCKS' starboard main circulator bearing wiped, and slowed the
ship to 94 knots for several hours until it was repaired. Also Davy
Jones came up the port hawse pipe and injtiated crossing-the-line
ceremonies, and goings~on commenced. Crossed the equator at 08L0,
9 December, Straightensd out commnication problems with the flagship.
On )1 Decesber HENDERSOM fueled from CACAPCH,.

The advent of electronics has changed atoll navigation consider-
ably, Four ships all equipped with radars, a helicopter pilot talking
reagsuringly, fathometers and sound gear, mede it look easy. We picked
up the Marquesas' high mountains many ailes at sea. The flat atolls of
the Tuamotus were a little closer before the radars bounced their wzves
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
unconfortably close, With electronic gear these islands are navigable
at night or in thick weather, The minimum depth through the Tuamotus
was 630 fathoms. Entering 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 rendeavoused and passed through
the Tuamotus in fine weather., We noted an obvious ceven mile error in
local charts and passed the information to MERRICK now 2 dayp behind
us, That afternoon we held tactical drills., The results were act too
ispressive, but not bad considering green crews and different type ships.
Detachsed YANCEY to join MERRICK, and TG 68.2 fanned out once more on
separate tracks to continue soundings, CURRITUCK and CACAPON remained
together during the night and fueled in driving rain and rough seas
next morning,

On 1l December picked up Tubuai Island 26 miles away on radar,
Somewilat to the navigator's surprise he was right in position even after
no sights for two days. On 15 December our barometer readings of 30.15
indicated that we were in the south Pacific high. Temperatures started
to drop, the days got longer, and we started to prepare for the roaring
forties. Recelved digpatcheoe from TFC advising that more survival gear
(including skis) was coming to us, and establishing limiting ranges of
operations for our utility aircraft.
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By 17 Decesber we were at LO® south,sunrise was at 0410, the
barometer 30,40, and temperature 61°F, The tender and destroyer fueled
from the tanker. The tanker was then released to fuel MERRICK and
YANCEY. The CURRITUCK and HENDERSON once more fanned out cn assigned
tracks and bravely entered the fearsoxe forties. The weather, however,
continued most agreeable. The barcmster gradually dropped; there was
rain and fog; the wind shifted to west; all temperatures continued
downward, We began to realisze tnat the Australian and South African
waather reports would meen a lot more tu us than had believed mrobable.
Data were quite good and very extensive. We regretted we couldn't
help then with our weathar reports (orders from CNO), Incidentally, we
had good weather maps all the way acroas the Pacific,

On 19 December CACAFON was released by MERRICK to us. Task
Force Commander directed that all operational reports were to be
classified. When his attention was invited to the fact that if this
included aircraft it would hamper their operations considerably, he
later altered his original despatch to allow faster communications
and yet preserve security,

On 20 December CURRITUCK's steering compass took off, going
on a rampage for one hour, then settled dowm sgain., This was the first
sign of magnetic pole 1400 miles southwest. We crossed the date line
and siipped 21 December. The barometer was 29.55, temperature L7°F,
more fog occurred but no geles. The next day (the 22nd) the glass
dropped from 29.50 to 29.00 and we couldn't help steeling ourselves
for a heavy blow. The weather continued nice, and the aerologists were
tearing their hair out. Apparently we went through a front that moved
at LS knots, This isn‘t aerological cricket where we come from. They
shortly developed into LS knot aerologists and the relative motion was
zero, ie., they licked the weather,

On the 23rd, more strange weather - and here in the Antarctic,
weather is everything - weather and ice., The wind suddenly whipped
around from 16 knots out of the West to LO knots from SSE, and as
suddenly died domm. The barometer rose from 29 to 29.70 but with
hardly any other climatic changes, Meanwhile the temperature hit
freezing and the injection dropped from LO° to 30°F. The magnetic
compasses were now almost useless, They were not calibrated properly
in the first place and wouldn't help too much anyway 800 miles from
the pole. The HENDERSON rendegvoused and the tender checked her RDF -
and found it almost useless. (Several days later we learned an old
lesson all over again; our scientists had rigged a wire closed-loop
hoisting arrangement from the foreyard to the upper aeck; when this
was replaced with lanyard, the RIF behaved once more - and becanme
invaluatle.] At 1330 we sighted our first icecerg. From then until
early March, they were ocur constant companions. I don't believe the
radar screen was ever perfectly free of these "silent sentinels of
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of the snomy 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 arvas; how
to scout the pack; fuel, etc. (I wish we could have maade a wire
recoraing ot that conversation between a couple of Antarctic tender-
feet, just before meeting the pack. Not a person in the entire task
group had ever been in the Antarctic bafore, 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 2241 and stayea
Just under the horizon. That meant no more star sights for many a
moon. Meanwhile the CACAPUN had to slow cown in joining us because
of a blown boiler gasket.

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

At 0730 the day betore Christmas we commenced our first opera-
tion. It was like talkdng candy from a baby; but we had no weather
stations to our westwara yet and so we made no grandiogse plans. It
was a pretty rusty job - getting that first plane over the side. A
little practice on the way south would have helped considerably., It
took until 1215 to get our first plane into the air. By this time it
was getting overcast ana we sent tnhe plane to the Northwest to investi-
gate this weather, In an hour he ran into icing, snow and low ceiling,
and returned to the ship. On the way he photographed an iceberg with
a laxe on top, in which floated some "little® icebergs. The ship
rolled 2° while hoisting in the plane which was almost catastrophic
to a beginner. By March this condition would be considered almost
ideal. Our pilot tested his equipment and we learned that the Sperry
electric gyro, upon which we dapended so heavily for our navigation,
was precessing badly, In the afternoon, to our surprise, along cane
the HENDERSON from the east. She had been caught in a cul-do-sac- and
we had passed her during the moraing. She now, almost sheepishly,
continued westward. We also flew our HO3S this first day. As the over-
cast moved in we got our first view of the iceblink over the pack
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(without low cloud layer there is no iceblink). By supper time, all
hands were somewhat exhausted; it had been a long and exciting day.
Now it was Christmas Eve, and we rigged trees, arranged presents, and
the Chaplain held divine services in a very cold hangar, At 2234 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. le spoke a Jap whalechaser,
FUMI MARU #3, who came silently out of the fog from the west. This
was our first contact for quite a while. She was about LOO tons,
wooden, and flying the "HacArthur flag", something new on the high
seas, Shortly thereafter we intercepted a weather report on 500 Kcs,
and learned it was from the Jap whale factory; from then on we inter-
cepted and forwarded these reports to the Task Force. They proved to be
quite accurate and invaluable aids to us., The fog formed clear ice on
our rigging. The destroyer 13 getiing a little worried about her fuel -
she is down to 112000 gallons. I believe she feels rather lonesons.

The CACAPO! reported her port pinion gear bearing wiped, and is
making 6 :mots. We had 3 bit of a scare with our HO3S today when we
wore shruuded by a heavy fog bank shortly after he had taken off. e
recovered him, but ws learned (1) you can't spot a helicopter over the
icepeck on radar, (therefore we decided to inatall IvF 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
Raggbeater? should be used only in contact weather.

¥e put the other FBM over for test flight in ¢6 December; rendez—
voused with the CACAFON, and started to repair her radar which was
broken down. The PBM rehearsed the controlled approach system, The
hoisting operations wore greatly improved, lNext day, continued fog
and low overcast. ‘he tanker's radar and bearings were repaired.
Neanwhiie I had called the destroyer in, and had a bad time finally
making the rendezvous. The RDF had to be used and soon became most
endearsd to us, Navigation, with a moving ice pack, unimown currents,
low overcasts and fog, is a guessing game. ¥We started using bubble
octants with some anccess. We learned that in case of a rendezvous,
entublishing it at the edge of ths ice pack elimnated much guess-
wark, We used the PBM RIF's on the fantail to check the ship's RDF -
snd they were quite accurate., At this time we discovered the afore-
mentioned closed loop on the foreyard, and its removal restored normal
RIF oporations., To make sure, the AV compensatoed her RNF on the LD
as it cane over the horlzon, through the solid fog, checking against
the radar, The DD finally arrived in our vicinity in the late after-
acon with whistleos blowing. She was ordered by TBS to fuel from the A0,
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This was done entirely by elect.onics, as she did not sight the tanker
until she was several nundred verd: =way, Fueling was accomplished by
the alongaide method. We tracked this entire display of electronic
seamanship by radar. The only trick ies to be able to distinguish a
tanker from an iceberg. I ordered the DD to lend an ETM to the AO for
a month, eind a good thing it was,

On 28 Cecember 1ad the CACAFON in toward the pack for fuaeling.
Abeut this time we calculated ocur needs for fuel. Informed TFC that
it would be a close call as our oiler would have to fuel the PHILI}?PINE
SEA later, Our radar can now pick up the pack at 4000 yaras, and
improving. By this time we realized the tremendous importance of radar-
ALL radars - and sufficient expert men to keep them running, We were
beginning to learn all manners of things about our planes. I wrote up
a new air annex to my Op Plan, to agree with TFC's instructions on
operating PEM's over the continent. Our weather ships (the DD and AO)
wore sending in nice weathur reports every 3 hours; things were shaping
upe

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

Ons question pusiled us; how much light is necessary for
photography? In other words, how low aay the sun get before we must
turn off the cameras. f{his governa the time of planes taking off and
staying on station, At present wa weren't worried at the ship, for
we could operate 24 hours a day.

Sent a dispatch to my group with pointers on "boating in the
sntarctic®: 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, ste.

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

By this %ime we had learned that our operations were limited
by: {a) icebergs and pack ice (b) brash ice (c) swells (d) wind =hop
(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) YE/YG (e) visual sigh“ing of edge of pack and following
east or west until meeting ship, 1f there is a high overcast, the sun
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{or astral) compass is useless; if there is a very low undercast or
fog, drift cannot be taken and the ice pack may be missed, unless
spotted by plane's radar. n»ith our Sperry gyro cowpasses precessing
badly and the marnetic compasses useless the situation was none too
good. Ourplars cried to anticipate every emergency, and as a last
resort, in case planes returnea in bad weather, they could (a) land
by GCA (controlled approach) {b)land in the clear near to ship as
possible and ship steam tuward plane (c¢) land at alternate 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 plars «d that
the plate (a) land in lee of ice pack or large berg (b) land in a
slick prepared by the tender steaming at 16 knots (c¢) use alteraate
airdrome.

Other questions to aecide were: wnether tne PB4's should fly
above or below the overcast, and what to do about icing on the planes,
Yie learned quickly that it was beat to go right up through the clouds,
which are usually relatively thin layers, accept the icing ~ for which
the plane is equipped ~ and get on top where the accumlated ice
evaporates and the astral oompass can be used.

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

The new year found us in latitude 64-17S, 161-14E., Here we
really got our first operational {light into the air, Our firat "wedge"
of cold air moved in on us, bstween lows, At 1100 decided to move
east, where it looked better. The ceiling lifteda. We sounded flight
quarters, and at 1317 hove to and btegan launching operations. The
first plane got oft but the second plane was rammed by boat ana nad
to be hoisted back on board. e then again moved east, This was our
first lesson on how to find good weather - move east with it when it
comes, The communications with the plane were very poor - it was
still required to encode weather roports and positions. The plane
was tracked out 120 miles on SK radar. Also our RDF trackea to with~
in 19, At about 19LS we met asnow flurries, then light scud at 300!~
LOO', Since toe sun was getting too low for good photography, the plane
was recalled. At 2030 hove to and received plane. The plane reported
heavy precessing of all directional gyros. Found the Balleny's half
exposed and photographed them and zlmost reached the ccntinent before
it was recalled, This flight helped restore pilots' confidence; which
had been shaken by the loss of George Omne.

A new angle to weather reporting; the aerologists reparted that
the New Zealand and almost all Australian stations shut domn weather
Teports apparently as a result - or in anticipation of New Year's
celebration, They simplLy said '"Wie!'cre shuiting down" and that was all.
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Launched the HG3S for a flight of several hours to investigate
the pack. He reported great difficulty seeing us from 900' while we
saw him plainly at all times,

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

Wie flew the naxt 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 fert much happier. Both planes flew to the Ballenys
and from there they proceeded to the coastline. The coast was souped
over and no photos of value were taken., The instruments are still not
doing too well; so no flying was done inland. Many new mocntains 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 toc near the ice
pack,

When the pilots saw the photos they got over the Ballenys, thelr
enttusizsm 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 CACAFON which also started toward the DD. Each ship
was ignorant of the other's position and had to do a little communica-
ting to find this out. Hereafter all posits were made info of the
rest of the task group. The two ships met during the night in foggy
caln ard transferred the patient. Then the DD refueled from the
tanker, and returned to her station.

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

¥e decided to keap the times on mimus twslve zone; thus as we
move west this should kaep sunrise just about right for hoisting out
aircraft.

At variocus 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. #e learnea later that these remarxable creatures can exist
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happily hundreds of milea from the closest piece of "dry" ice, or land.
T:ey are truly more tish than fowl.

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

Another bubble of polar air overtook us on the afternoon of the
Lth, and we launched planes. Another lesson was learned at this time -
if there is a chance of flying the planes should be kept warmed up.
When we finally decided to fly, it took two hours after tiight quarters
were soundsd to get the first plane warmed up and over the side. This
time it was souped up over the Ballanys 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 "Z® and the plane simply sent in his
bearing and distance from this point along with his course and speed.
‘tThis_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 PholM's are all thumbs in changing
magazines, The pilots seemed to be more than ordinarily fatigued.
Comumunicaiions were poor-arparently the assignea freguencies 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 requirsing
frequent astral sights to compensate for the Sperry. But we're domn
here partly to find out these very things.

On the Sth I decided to make the flight with Lt. Comdr. Bunger.
Every item I carried on that trip, from fiying boots to parka and hood,
was government issue - even including bridge work. Everything was good
stuff. The flight was.a routine affair outwardly, but it was haril to
forget the tremendous strides between the Wilkes Expedition of a
hunared. years ago and this comfortable flight with all the enjoyments
of home. The acme of the experience came when I bit off a piece of
nicely cooked steak, looked over the sid3, and discoverea a brand new
glacier, never before signted by man.

Along the Continent we noticed an "inland waterway" extending

as far as the eye coutd see. Sometimes it was & few hundred feet
wide, sometimes several miles wide. This suggested an easy looking

Annex I-(b) -9 -

F Rl B nbnE nE nl nE nl nh al n n nl ol o el ol o o o e T T U VU T T



3733333333333 333333 3337 3333333373333 33333333

RESTRICTED

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 digtance inside of where the coast was chought

to run. The radar altimeter was not able to diftferentiate the rise
of terrain under us too well, aue to 1ts 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 furmished on this trip were practically useless
for navigation. They were used only as plotting charts. All flights
were plotted only by positions determined by dead reckoning from the
ship and by occasional celestial lines 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 vetween.

The visibility here is phenomenal. It was usual to see one
hundred miles of "coast" in each direction, and with glasses we
could see mountain ranges 200 or 300 miles away. Yet as a whole, the
terrain was featureless; to seaward was the loose pack, water and ice,
with occagional large in-ice lakes; the amount of ice thickened as it
approached the continent, untit it reachsd the ®inland waterway"; then
large fields of solid ice occurred; then perhaps some tidal cracks;
0ld icebergs scattered over the sea area, surrvunded by various types
of pack ice; then ths doubtful area where the surface roge 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 where the
altitude of the icecap was 9500' and still rieing.

With such a landacape, it was difficult to determine where one
had flown on the reverse track along the coast; we were suppcsed to fly
on tracks 20 wmiles 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
coumsncement.

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 biz change in drift.
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All hands were very busy in une plane; no place Ior duds ia
this businass. There was hardly time to eat or :sock. To add to the
excitement, the relief tube froze up for one crew number, in the very
middle of its use, This was not f{unny,

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 care out beautifully,
with plenty good long snadows. The moon was just above the horizon
to the north at this tinme.

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

The communications groblems are approaching solution, especially
since CTF &8 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 nis group, which was
locked in the Ross Sea ice pack. Also he told us to conduct operations
with greater fuel economy. \le had recently instituted these measureas,
and fuel expenditures henceforth dropped rapidly. iie lay to, awaiting
furvher instructions,

At 0320 6 January we headed eastward at 10 knots to te avail-
able in case TFC needs us. At this time we started giving thought
to the possibility of a FBYU losing an engine while over the icecap
well inland. This was discussed with pilots, and it was decided that
the best procedure would be: (1) to keep plane's chart marked with
mountain passes, glaciers and other low areas, so as to be able to
avoid flying over mountains on return; (2) note open water near coast
for emergency landings; then if in trouble, pilots can head for nearest
vater; (3) keep high altitude over the ice cap, to give plenty time for
Jettisoning, feathering, dumping gas, and thus get over ccastal mountain
ranges; (L) dump just enough gas to reach cvast, if necessary, and land
in open water; (5) use radar to locate water, if there is an undercast;
(6) if 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 far drifting
ice; rig engine warmers [if available); locate engine trouble and radio
base so as to effect repairs; set up antenna on ice for communications.
A rescue plane could land and secure to same floe; repair engine if
possible; load JATO's; transfer gasoline by handy-billy; bring a boat
if necessary for work, aad bring elso engine heaters.
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Each plane carried sincle engine performance curves, and a
Jettison bill was made up and kept postea, so crew would lmow what
te dump, and in what order,

Pllots were instructed to study glaclers as they flew over
them to ascertain if their crevasses would indicate the direction
of flow - in case plane had to follow the glacier dowm to the sea in
low visibility.

As our aircraft radarmen pick up proficiency, they get some
fine results with their sets. They are able t« pick up not ohly 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 shipa from icebergs. They were also able, to a certain
degres, to tell if a water area were fres from growlers.

At 1355 on 7 January we crossed tha Antarctic circle at 171°F.
steaming southeast at 10 knots, still awaiting orders to assist central
group, \ade all preparations for this work., Both tanker and destroyer
were left on their previous stations, well to westward, to conserve
fuel. Just when it was too late to fly that day we received a dispatch
from TFC tc launch planes to determine depth of ice pack along 180th
meridian, make summary of ice conditions, locate open leads, and if
possible look at Bay of Whales. Upon receipt of this measage we ralsed
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.
Requestaed weather from MOUNT OLYAUFUS and SENNET, and statea "We will
launch earliest®., TFC stated no urgency for recco, bo gure conditions
were favorable, We stayed to westward of SENNET so as to spread our
weather stations apart and have an alternate seadrome. The SENNET's
weather reparts we-e initially unsatiefactory. Their importance to
us was pointed out and from then on their reports were perfect, mach
better than wo expected a submarine could do.

By now we had learned that best aircraft communications were
obtained by using Luh kcs out to 350 miles, then shifting to &430.
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 surveyling coastline. This was passed on to
Task Group. No sunset tonight.

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

About 1500 8 January, things looked up. Good weather was
reported over centralgroup. It was decided to launch planes, The
first plane made a recco flight to NW. HKe very quickly ran into
lowering ceilings and scud, The wind shiftea to north. B-l remained
in the vicinity for a further look at the weather. LUeanwhile B-3
popped an oil seal as a vesult of starting up too cold.and threw oil
over everything. It took # hour to replace this oil seal. This caused
a >evision in our warming up process which resulted in smoother work
in the future. The SOC was launched to act as weather recco plane in
case PBM's were sent ove the ice pack. All equipment including gyros
1s now woridng well and pilot confidence mounting,

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

The weather continued foul all day Thursday with a soldid soup
froa 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 ldmits of the pack, and to investi-
gate a possible route for his group, Flans to comply with these
instructions required ome flight of 1085 miles and another of 1150
niles. 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.

Mearmhile the HENDERSON had her weekly medical case and started
a dash for the CACAFON. He was ordered to fuel once more, and return
a{ most economical speed.

Wo 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 operetions, I sent back a dispatch explaining our position, our
care in mounting JATO's and requested permiseion 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
saze frequency as TBS and causes interference. Incidentally, we used
radio scnas to determine the thickness of cloud layers above us so as
to know how much icing our sviators could expect in climbing through.
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Lt, Comndr, Clarke, the bull aerologist, mentioned a Jap device that
measures light intensity. Cloud layers and thickness are thus deter-
mined more accurately than they can be by using radio sonde. Several
of our radio sondes froge up on us, reaching a iow marimum altitude.
The boa%s algo intorfered with raaio sonde.

TFC advised that we move over to Scott Island, some 150 miles
to esstward 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 bad - fog, rain, low visibility and
ceilings. The SENNET was in the clear, more o less, I requestea 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 UOUNT OLYMPUS, for manning CIC, and for a local
emargency landing in a large lake near TG 68,1, etc. The weather
continued bad all day of 10 January,

At OLCO of the 1llth sounded flight quarters. Patchy fog sur-
rounded the CURRITUCK,and SENNET was clear. Locally it loocked worse
than on the three previous days but mow we were ready to use the
slightest excuse to fly. At 0602 the tirst plane was off. The only
JATO failure of entire trip occurred on this take off. Next plane
took off at 0707 between fogbanks. At O84S TFC ordered the planes to
retwrn to bese, The CURRITUCK headed north in low visibility and light
sncw, Both planes were aboard by 1130, It had been quite a thrilling
show., B-3 came in over the flagship, on top, but got bad waather dope,
and found bad icing and low ceilings over the packt, The KOUNT OLYMPUS
gave out an erroneous sumip's heading, whicn put our planes some 15° off
course when roeturning to base. Communications were good, and the planes
were on ship's radar from beginning to and,

We had on board with us Ensign HURD, USNR, who has bean trained
to get accurate positions ashore, as well 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 emough, (We never didi). I had him drill in embark=-
ing in HO3S with all equipment, and then practice, for speed, in dis-
enbarking and setting up equipment, while HO3S kept rotors turning or
even returned to the ship, We astimatad the weight and planned the
storage of survival gear he should have with him. He would also have
to train an assistant. Another projectsd method for establishing
ground control was to land a FBM in the inland waterway and take reason-
ably good sights with sextant while sitting on the water. If there
ware large inland bays this method would be fine. They were rather
scarce however, and there was also the thought ™what to do if the PBX
couldn't take off again? is it worth taking the chance?® Not knowing
what the future held we planned for all eventualities.

Annex I-(b) ~ 1 -




RESTRICTED

In a talk with the aerologists I learned they are simply fore-
casting "contact®™ or "Closed" conditions - no "instrument"™. I pointed
out that we can start [lying under instrument conditions, as our planes
and pilots are now well qualified for it. ‘e had to learn w combat
icing and low ceilings, use alternate airdromes, etc. The pilots, I
learned, are still reeling the effects of the PINE ISLAND lost plane,
and it affects their work directly, even though they may not notice it
themselves.

BuOrd concurred in our request for continued use of JATC 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 sol'ely needed and is a great improvement.

I requasted MOUNT OLYMPUS to manufacture for us some asrological
maps ol 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
shead of KOUNT OLYMPUS., However, it was from very low altitudes, some-
times L00', and was primarily interesting in showing that this method
of ecouting is possible, as there was very little blurring. The pilot
intended to drop the exposed film on MOUNT OLYMFUS by parachute, but
they (wisely) wouldn't let him as it might foul their complicated
rigging or necessitate sendirg men off over the pack ice - and the
ships were then underway.

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

On Sunday, 12 January, sounded flight quarters at 0800, At
the same time we received the wonderful news of the finding of George
One and 6 survivors, After weather report from NMGUNT QLYMPUS showed
ioproving weather we put the planes over the side. Both ware ir air
at 12)0 after a small engine casualty. Fotlowed planes for 90 miles
on radar, Flew 4035 for 13 hours to obtain low altitude tempera-
tures and humidity readings for our two sclentists. Also flsw SOC to
scout ice pack and weather to westward,

The planes returned by 1637, 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 1ce and practically open sea, out overcast rorced them almnst
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to water and heavy icing began. They turned back and asked TFC if they
wers to also scout east and west, He ordered them to retwrn to base,
TG 68,1 had 60 miles of tough pack to traverse yet, The Sperry gyros
are now almost perfect. The SOC Sperry precesses somewhat, as it was
never calibrated for extreme scuthern latitudes.

At 0410 on the 13th TFC radioed "Ko further need for ice recco,
return to station and carry out primary mission.® We immediately start-
ed to westward somewhat slowed up by bad visibility, a course clear of
ice pack to make greater speed and avoid tog area and growlers. Radioed
DD and A0 to take new stations at most economical speed and advised them
that we were heading west to commence operations. They were insatructed
to start burning diesel oil instead of black, In the afternoon the sun
came out for the first time in a iong while, and we saw many whales
spouting. That night we had our first sunset since 6 January.

In the evening of 15 January we passed a huge dead whale, It
was green and spooth, The geas breaking over 1t made 1t look precisely
like a mass of rocks., If it hadn't been for the fathometer we'd have

gotten the jitters; passed it 500 yards abeanm,

We received a dispatch from Admiral Byrd that the following
cold weather trail items were in the PHILIPPINE SEA, for us: skis
(complete with gear), 15 sleds, 30 sleeping bags and covers, mittens,
mukiuks, insoles, socis, crampons, parkas, pants, tente, and a Qquantity
of Byrd cloth, He recommenaed using rubberized tenta. We began to
realise wo had inadequately outfitted our plane crews,

We received s negative from MOUNT OLYMPUS on our raequest to make
new asrological charts so requested them from PHILIPPINE SEA. They in
turn said their press was too small and suggesied that wa try the KOUNT
OLIMPUS, We replied that we had already baen turned down and requested
then to make us the map in two pieces. This was done, ana proved

most benaticilal to use

Soms pertinent notes on operating off the ice pack: (a) a souther-
ly, or straight—oft ice pack wind gives best weather and calmest sea
(bs operations too clogse to ice pack may give danger of brash ice (¢)

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

2 to § miles from 1ce, then the ceiling lifts and possible snow showers
occur bayond ten miles {e) large icebergs don't give much les unless
ona is dangsrously close to them,if then (f) ico bays asy calm the seas
down somewhat, but large ones are liable to produce fog or sunow (g)
weather ships should remain S5 to 10 miles off the pack and not in an
ice bay, in order to give more representative weather reports.
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We reached our new operating area on the morning of 16 January.
Bad weather contimued all day - with fog, drizzle, snow, heavy swell,
and low ceilingas., The magnetic compasses are all AWDL as the south
magnetic pole is only a short distance to the southwest. Our noon
position was 64°-54'S, 148°-34'E,

CACAPON had another engineering casualty. This time it is
apparently to the steering engine, as she 1s steering with her main

engines,

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

A radio blackout existed all day due to ionoapheric disturbance.
Weo can only hear the Japs and our Task Group, but are able to copy NSS
contimuoualy on 18 Kes.

Wo are only 88 miles from MERTZ Glacier.

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

Next day was a heartbreaker. The fog broke up about 0500, for
no reason at all, Then it bocame evident that a wedge that had broken
out from the continent hac become a "babble®™ or small high. It becams
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 npon a great mess of them, They turned the water reddish bromm,
and were packed almost soiidly. They averaged 13" long,were reddish
and transparent,with 2 beady black little eyes. This apparently is
the staple whale food. We noticed great schouls of shrimp all over
the surface.

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

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

By 2100 17 January, coomunications were returning to normal,
and traffic was getting cleared,

We scouted the pack to eastward in search of an ice bay, but
nore was sighted.
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At this time sunset was at 0025 next morning, and surxrise 0436.

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

TG 68.3 lost their helicopter. We shall be even more careful
to. fly only in contact weather, and ray lots of attention to carburetor
air heat, which may have been the cause of their accident.

CACAFON 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 lj 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 L0 miss this piece of coastline. Also, there is no reason why
this should be a contimually 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 taiking shape, and then we planned to move east with it.

The swells were atill bad here, although both the other ships reported
calm Beas. The ship was covered with ice and icicles, and this caused
our ansmometers to read 10 knots low. Already our course was 30 to

4O miles inside of the position of the pack as reported by the DD a
week ago. Either someone's navigation is way out, or the pack is
melting very rapidly. The planes were heated and 3" of ice was removed.
At 1700 the swell was 3till prohibitive and a strong SE wind was kdcking
up, so flying was cancelled for the diy. The "wedge®™ arrived, and it
was merely a question of whether the swell would die down so that wa
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 crme broke down. e couldn't hoist out any more so we hoist-
ed in the other boat. We started eastward to stay with the good
weather., Instead of one hour, it took three hours to repair the crane.
By tnat time & strang wind from ESE had sprung up and in adaition, the
swell began to build up again., As the wind was almost parallel to
the edge of the pack, we had to tuck in close to the ice to get a les,
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. MNeanwhile, when we came about at 1225 to head south, and
bucked a LO knot relative wind, a rotor-tip boot and securing line
chafad 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 cansed possible unseen damage to the internal gear
box. Our #l eggbeater was out of commission for a long while.

The wind kept up strong all afternocon and at 1600 we finally
gave up all thought of flying. Apparently the pack was brealing 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 CACAFON was gone, instead of remaining
west of us, along the pack; and to be prepared to make 15 knots on
3 hours' notice during flight operations,

TFC told us to get the CACAPON to rendezvous 2 hours early
if practicable as PHILIPPINE SEA was arriving early. We issued orders
to CACAPUN information of intereasted parties, for proceeding to this
most important of rendesvouses - for it brings us maill

Naxt morning TFC sent us a very encouraging dispatch, that it
wags a good thing that the crane busted down yesterday. We hadn't
looked at it that way, and just thep rcalized what a blessing it was
that we were preventea from 1lying, ‘a. it would have been a bloody
mess if we'd have «ried 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,
rdce flying weather; we even saw some blue sky once. Flight quarters
ware sounded at 0519. All planes were in the air at 0815, The first
plane took off with 160C gallons of gasoline in a fairly rough sea.
This take off was so rapid and smooth that the next plane took 1800
gallons and took off in an incredibly short run, The CACAPON came
into sight at 0530 and transfers of mail and passengers were effected.
At 0930 with all boats on board, CURRITUCK got underway due north at
8 knots and fueled from the CACAFUN, taking 145,000 gallons of diesel
oil. At 1005,changed course to due west while fueling. Then, as with
other fuelings from this ship, the weather turned bad and we experienced
heavy snowfall. 'We recalled the planes, as the weather seemed to be
generally deteriorating. By 1300 fueling had been completed and
CACAPON proceeded eastwards at 15 knots for rendezvous, In a conversa-
tion with C.0., I asked hinm to see if he could swipe some fresh vege~
tables from the PHILIFFINE SEA (he got one stalk of celery, and ate
that himself). He said ne'd beea blown 80 miles of1 station without
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Imowing it, due to nis light draft, heavy wands and no sights. This
accounted for several strange weather revorts from her that seemed
inexplicable to our meteorologists.

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

I noted that all operations between tender and tanker were
slow, but safe, At this distance from the ncarest 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 ware forced up to 11000', There were also severe and unknown wind
shifts, Baker 3 had headed due south from the ship. The radar tracked
him out on a course 160°T, thus showing the value of CIC's radar acting
as a dritt sight. Several hundred miles or coast were mapoed 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 I have to ride in it!). The other plane flew 330 miles in-
land through much cloud. His radar altimeter was out, and he was too
low over the ice cap for both safety and photography (9500' by the low
radio altimeter). I issued orders that no planes 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,

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

CACAPC! reported to CT5 68.4 (PHILIPFINE BEA) for duty. TFC
ordered quick releasing safety belts for helicopters. I sent a dis-
patch to Buder deseribing our Y035 mishap and asked for advice on how
to handle it, as our helicopter unit was relatively inexperienceqd,

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

a lee so that it would be rossible to shift planes, thus repairing the
damaged wing tip on ¥=3, About 1150 it shoaled rapidly vo L5 fathoms -

Annex I-(b)} - 20 -

1733333733337 7333333333333333333333333333)3733 33




AeSTRICIED

and wo discovered “IUh~1ILCK shoal", fThe Captain stopped quickly;
ordered the hand lead to verify the fathometer and get a Lottom
sanple. This was quite a surprise after our long time at sea with
average soundings over 1000 fathozs. It took some time to man the
chains. By that time tae leadsman found 55 fathom and recovered a
small bottom sample of mud and sand. It was strange that thsere were
no grounded icebergs in the vicinity. It took a little time to
recover from the surprise as we had just come to assume that the last
thing to worry about off the ice pack 1s running aground. We followed

the 100 fathom curve at 5§ knots w 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 24th we passed a small Jap whaler, perhaps 85!
long, 150 tons, harpocn gun and all, with MacArthur flag flying. At
0955 we passed two Jap whale factories. Hsd I known then that there
were Several Unitea iiations representatives on board kesping the Japs
in line (they were notoriously rotten whalers) I'd 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 lleeat
oiler type, and was probebly the oiler for the group as well as the
whale oil storage ship.

Buker passed all cui questions on the E03S 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 frem Central Group as only 7 obgervations were received cut of
the <0 required,

The weather l2pt slowly building up. By night the wand was
33 mmots from ESE and the barometer was down to 29.10, the sea was
getting pretty rough. At 2015 we turned west once more. ¥e are still
crippled by that one plane having a crushed wingtip and torn-up deicer
boot. The plagued wingtip sticks 20 feet or so over the side where
we can't work on it, although we tried many rigs.

Isarnsd that the PHILIPPINE SZA lost her HO3S.

The Captain of the CURRITUCK offered a prigze 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 dxdn't miss anything.

Cn the 25th, being wwll fed up with this weather (the wind
was now 41 knots from ESE) I decided to move westward to 130°E, aad
abandon plans for mnagnetic and navigational surveys near the magnetic
po>le. We would try to complete mapping the coast from 138 to 151 East
from the nsw locatior.
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I reguested information from the PHILIFFINE SEA as to the
cause of her HO3S crash and data on the rescue, I also requested all
heliccpter spares she brought down which were not needed by other units.

CACAPQ made her rendezvous on time.

Wle received anothsr congratulatory dispatch from Admiral Byrd
on cur 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 sajled without
entering the ice pack itself. That afternoon 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 65°-09'N 137°-OSE.
There was a great collection of large and weuther beaten bergs just
south of ua. Ths wind was now 16 knots from ESE, and the sea was
considerably smoother,

Next day, Sunday, things looked geod and we put out our boats
and made all ready to fly. We steamed into our bay (we'd laid to off
the entrance during night) to find it had largely broken up, and filled
with brash, and the swell was again too high. Here we noticed a strange
thing. The ship lay broadside to a 17 knot breezes 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 mlles 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. lere we had noticed a seal sleeping on an ice floe a
hundred yards from the edge, and several Ildller 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 f{rom 100 to 700 fathom very sharply.

Qur mistake of the preceeding night was in not staying inside
the bay, or observing its breakup on radar, so as to be able to make
westing as scon as the breakup was apparent. However, we didn't knom
these bays broke up so rapidly.
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Hater eky well inside the pack indicated the presence ¢f
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 amay., ihile 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 1758 and we
quickly relocated our other plane to work on that blasted wingtip.
{I've never realized one man dropping a line could cause s0 much
"J'O“bl&')o

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

ithat was supposed to be a minor repair job on Baker One's
wingtip took us until 0500 Monday morning. This indicates how repair
work drags out in cold weather. 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.

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

Upon viewing planes' radar-scope photographs, 1 learned that
they haa not been handling the scope for ocest hydrographic purposes.
I directed planes to change range scale, log picture times, etc; in
this way we hoped to fill in miassing sections of coast when the trimets
are shooting through clouds. 7They may also help to distinguish land,
water, and ice, even when photographed. I also saw some radar pictures
taken of a FBY 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
Flane had scouted 100 miles westward looking for a suitable lee, but
found nore, At 1730 decided to move west anmyway 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
Comnonwealth Bay with Cook Bay which was our furthest westward flight
from near the Ballenys.

After investigating "single engine performance on irland flights"

we decided to send pilots in at hich altitudes to a position where they
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could clear a 750C' ice cap, (this would allow a 500' clearance for wives
and children) while on single engine, after Jettisoming all pgear men-
tioned previously. In other words, I provosed sending planes in at
120001-15000' 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

snip, I requested approval (in condensed form) of this policy by

TFC.

Baker three's flight iniand 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 zround -{or what passes for
“eround” 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 uge trying to photograph, he flew ocut to seaward and scouted the
ice pack 100 miles to westward of the ship. He saw occasional large
collections of icetergs, which were probably grounded, and lakes in
the pack, about 3 X 15 miles in sise. The pack was 60 miles wide.
The plane was back on board at 1330,

Baker One's flight was not much more successful. This flight
got to 68°-18'S, at which position the elevation of the ice cap was
8500t, He came out to the coast near Commomwealth Bay. Since it was
CAVU, he started taking pictures to eastward. While he was getting
the camaras set, it closed in completely within 10 mimntes. He dia
photograph the coast to Mertz glacier, which showed up dimly in his
radar pictures. Pilot stated that it was hard to see the horiszon
although the weather was CAVU. Baker One was holsted 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 kmot. 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 navization and vacuum directional gyro for
auto pilots; utilized ship's radar and rarely RDF near ship; computed
frequent sun lines and occasional moon gight. We expected the flux-
gate compass to behave soon. We stressed over - the - top flying so
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ag to use the sun,determining drift occasionally by dropping under the
clouds., The clouds were never too high but icing could be expected in
them. We emphasized the importance of checking the course carefully
before leaving the ship. .

The nights are getting lcnger, Sunset tonight is 0055 and
sunn.se 15 0628 on Tuesday 28 January, Our noon position was 6h°-53'S
124°-51'E that date. Temperature dropped a little more to 27 F. The
weather was beautiful all day although overcast at 2000'. This is
apparently another polar wedge which is strangely meving westward. The
sun is shining from rare blue skies and there's a cold 15 to 20 knot
breeze from off the pack., We ratsed our speed to find an icebay as it
was too rough to operate in the open sea. And at 1400 we fcund 2 fair
loe, but with much brash, Both planes were airborne at 1631, each with
1800 gallons gas., The SOC was launched at 1745 to scout Lhe ice pack
to westward,.

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

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

The aerologist.'s explanation of "haze™ seen yesterday by Baker
3 1s 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)s 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,looldng away from the sun,

Tracked the planes today by ship's radar while they flew along
coastline. We were thus able to plot in the coastline to an accuracy
of 3 miles, The aircraft radar pictures of Kertz glacier, taken
yesterday, show the outlines of ice 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 disceri. the coastline, distinguishing ground from
water, although this is indistinguishable from plane, This can only
be definitely confirmed after a rather painful and thanklcss study
by the photogrammetrists,

The SOC landed and was hoisted on board at 2009. This plane

has received practically a complete overhaul since being received on
board, and is now fairly safe. But nobody ];oves it any more. In
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heavy winter flying clothes only smallish people can be shoe-horned
into its cockpit.

The navigat.or got his first star sight today since 7 January.
Our drift was 240%t 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, turnasd everything else red along with
it.

By now we are getting used to have the sun to the narth at
noon, and having the lows and highs circulating in the ™arong” direc-
tionsa,

Both PBM's landed and were aboard by 0005. Baker 3 covered
the coast from 1220 %0 130° E and got an inland segment to 68°-25'S
where he turned back as his gas was getting low. He experienced our
first camera trouble of consequence, which caused much useless circling
for repair. The Gremlin camera (which photographs pressure altitude,
time, and turn and bank for each exposure of tri-met) had to be repair-
ed. One tri-met camera had to be replaced. The radar camera didn't
work all day, Ice cap maximum altitude was 6500' when the p?ane was
only a moderate distance inland. (68-25S at 125°E.) The plane exper-
ienced a "white cut"; although the weather was CAVU there was no
horizon and the ice cap under the plane was absolutely featureless.
It ssems like a terrible waste of film photographing featureless sections
of this ice cap, however, I suppose one day someone may want to lnow
what this surface looked like. It was hard to distinguish the coast,.
Vo mountains were sighted; just some ice cliff.

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

The lovely weather continued on the ¢9th, but the winds
continued too high for operations, ESE 17 to 21 knots, finally dying
domn to 12 knots. There was brash ice everywhere. We lay to, awaiting
more favarable conditions.

I viewed soms photos taken over the ice cap by the tri-mets
using an amber tilter. These pictures show the surface jin 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 phencmenon would bear a little
research.
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By 1600, secured from flight condition III - planes had been

warzed up by heaters enough to consideraoly shorten the warz up period .

This has been our finest day, plenty of sunshine - and plenty swells
and brash ice., ¥e could have accomplished wonders from an aircraft
carrier.

Our photographers rigged their cameras at sunset (0104) to
get a picture of the ‘“green flash", that phenomsnon of the setting
sun in a ciear atmosphere. There was a brief green flash, but it
didn't show up in the colored stills; perhaps it was caught in the
wovies,

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

A school of whales ~ at least L - got on a collision course
from starboard and finally passed, just ahead of the ship, movirg
slowly from starboard to port, about 100 yards ahead of us, No wonder
thay're easy to knock off. Wa coula easily see thair spout machanism

working; quite noisy, too.

The 0800 cloud report was symbolized by a blank circle, which
means trat there wasn't a cloud in the sky. uUeanwhile the wind came
arnund to the south, the temperature dropped to 2i°, and the baro-
moter took a plunge from 29,10 to 28,35 by midnight. The weather
remained perfect, with only scattered good weather cumuli clouds even
at midnight, The very tight low is to the east of us now, the Japs
reported force 8 winds. The air, ordinarily moisture laden, had been
swopt over the high and cold continent, thon pushed out to sea and
dried in the descent.

Sounded flight quarters at 131C. The ship was dead in the
water, and plane B-3 was almost in the water, when brash ice was
noticed moving in quite rapidly from astern. The CURRITUCK hoisted
in the plane and moved further from the pack. The behavior of this
ice was at times a 1little too unpredictable for us. Baker three
finally got into the air with 2000 gallons at 1520, Baker One is
still in 120 hour sheck. By 2000 we found a nice tuwrn in the ice
pmck to Northwest which gave us an excellent lee from SW winds, The
gwell was down now; we lay to.

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

rephotograph coastal areas missed due to faulty tri-met camera opera-
tions of the previous run, He also made a run inland along 115°E to
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68° gouth, where the ice cap rose to an elevation of L500'. At this
point he received orders from me to go in on 118°E. He started over
but met clouds and returned to the ship. (Thia 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 while proceeding inland along 115°E the ice cap to the
west of him rose to a considerable height and that he seamed to be in
a valley or at the foot of a slope. This was corroborated by flights
to the westward later, although we couldn't explore this area as well
as I wanted to. The pilot stated that an icebreaker could have reached
the coast at any point, as the pack was very loose. I instructed pilots
to get pictures of the pack on the way in and out. There were few
bergs in the pack. Magnetic compasses were improving. The pilot saw
the edge of the ice pack when it was 100 mdles away and sighted the
CURRITUCK 80 mliles away with the naked eye.

The barometer dropped like a rock and by midnight levelled
off at 28930, there were scattered tropical-sppearing good weather
cumli at 1000 feet, wind was 15 knots from WSV, temperature was 25°,
humidity was 75%¢ and a rippled sea from NW. Incidentally I don't know
how much to trust this humidity business, for with the temperature at
25°F I don't see how there is such a thing as a “wet bulb®, It seemad
that the air was much drier at times tham 60%, which is our lowest
recorded humidity. The humidity in the ship is low enough to start
a fire by rubbing two toothpicks together, dus to the heaters raising
the temperature of the cold air from 25° to 75°F.

On the 3lst, 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 lmots, it becames warmer, and the fog ahould
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 dzy, a
good solid overcast gradually formed, and we even had a touch of snow
around midday.

Yesterday's peculiar weather still had the weather -wise
talidng. The combination ol very low barcmeter 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. Ve estimate the pressure at the center of this low to be
26803, 1In the west Pacific we wouldn't ask questions, just dive for
the bilges or cellar, as the case may be.

First two planes from CV L7 arrived at Little America. Ve
were greatly cheered (1) to seo the Central Group get started (2) to
know that soon our majl would start this way. lLater we heard that
all six planes had arrived at L. A.
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On yesterday's flight the pilot testea 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-1 filter #6 yellow® the next best. I sent dispatches to
other groups with this information and asked for any data they might
haves

CACAFON reported for duty, rejoining us.

The C.0. and I discussed the CURRITUCK's compass situation;
he had quite a battle to get his small additional ship’s gyro put in,
(not even hooked up with ship's repeaters). We were thinking what a

%gad sack® 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 gyre in the I. C. room.

Still lying to off our ice cove, on 1 February in latitude
64°~57'S, 119°-52'E, with southeast breezes. We had flight 16 air-
borne at 0807, but at 0935 the sams piece of engine cowling blew off
and Baker One returned. He didn't want to stretch his horse shoe too
far, This time we didn't just replace the cowling by dzus fittings;
we bolted or welded it on, I forget which. He had been unable tu fly
his assigned wission due to solid ®undercast®™ (a phrase I believe we
coined, as we never heard it before), and the pilot started an inland
segnent further to westward when the cowling blew off. Meanwhile a
swell had started up from the northwest, By the time Baker One was
hoisted on board at 1130 it was bad enough so that he was damaged in
hoisting,so that he was dscommissioned for the rest of the day. The
swell stayed with us. I'm afrald we're pretty fortunatel The pilot
also said he had clouds all over the landscape and the piciures
wouldn't have been good, The other plane was still in 120 hour
chack. The maintenance crews are taking a pretty good licking, making
their checks and krocking off each time we hoist out or in - for they
all have duplicate jobs.

Today the AV sent a recreation party into the pack to ges
some seals, TIne zmen got a tremendous kdck out of it and brought back
a dead seal and live one (probably crab-eaters). The dead one left
a iittle blood dribbling over the stern and the mean stated a kdller
whale followed them back to the ship. Had they lknown of this beast's
habit of diving, then smashing up under a thick ice floe on which a
geal 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
fliruing with these scoundrels. This cead seal was cut up and served,
Captain Clark seemed to enjoy some of the liver.
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The live seal brought a good deal more interest to the crew,
It was brought aboard in the cargo net, lay about on deck for the crew
to examine and be photographed with, Wnen faced with the problem of
feeding it, it was decided to return it to the "beach",

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

Finally got an answer from Buder to our dispatch of the 22nd
on the H03S 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 (-)11 today.

The swelli dscreased gradually. We're getting closer to the
coast all the time - ;iat about as close as free ships have ever gotten.
Every once in a while we stopped and tested tha swell, but it was too
zuch, Mearwhile we had entered the very center of a “bubbla®, which
in local parlance is a "wedge® that {inally broke of{ from the main
Antarctic high ana is now on its way northward. This i8 one of the
main ways in which this polar air gets detached and gets itself into
circulation, to eventually form a high. A front had formed to ascuth
of us, over the coast, <iouding it vy, Anything could happen. The
803 was calm but there was much brash ice. It was clearing to north-
ward, One of the very rare occasions waen it was dead calm,was noted

today.

CACAFON enlivened things by suggesting he turn around and go
directly to BURTON ISLAND, to get a shaft bearing sent down by ServPac,
In other woras, baing balf 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 atmosphere, brought a commmication garrle
to light, and kept the CACAFON coxing westward. He was able to avoid
glving the PHILIPPINE SSA any oil. This was most fortunate, as will be
seen later,

4t 1540 it was docided that we could fly, the wini shifting to
south, Witk soze swell and no wind the gas load would have tu be lignt.
Both planes were airborne at 1723, 7khen a fog bank appeared to the
west, approaching very slowly. 3eaded sast at 10 knots.

Baker Three dicn‘t do 80 well. Be flew over almpst solid
undercast and obtiined very few photos. However, be recorded scze
intaresting aititudes of the ice cape. This plane coafirmed the
existence of the vallay in the ice cap noted in a previocus flignt.
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The pilots also noted the looseness and navigabiality of the ice pack.
The pirane was talked down in a power landing on a glassy sea by

another pilot on the ship's bridge. After recovery at 2048 tha ship
gol underway to eastward again, keeping zhead of the fog bank, B-1
landed in u clear area and was aboard at 2310. Baker One mapped the
coast from 11L° to 105°F although he was forced down to LOOO' at the
westward end of his flight. This nmew coast, never before sighted and
up until today just a dotted line on the map was very differeut from
what bad 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 site on the shore of this open bay. He canme
down to 1000' and thoroughly photographed the ares. The resvlts were
some of our most epectacular and amaging 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
after the pilot who discovered it and immediately recognised its
potentiality. On his return to the ship, this plane experienced
"reciprocal bearing trouble™ with his ADF until near the ship., Why

a direction finder should act so cantankerous in the 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 Kce weather reporte which we missed
greatly. I ordered CACAPON to intercept them as best she could and
forward them to CTF 63, who could use them more than we could.

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

Since this was non-flying weather, the CACAPON waa stopped by
sirilar weather,and the HENDERSON running low on fuel, I ordered the
lattaer to rendegvous the CURRITUCK for provisioning.

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

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

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

Another little local ghenonenon of the local so-called ®"fog®.
was observed. The water 1s 32°F., The air temperature 3 feet above
water is 26°F, 100" up it is 25°F, and at 1100! it is L3°F. This
means that a radical inversion exists commencing at 100'. These
temperatures were provided by our two sclentists, Doctors Hopkins and
Gibbs, who were out in all kinds of weather getting temperatures and
other data. They used wire-sonde, with an aerological ballcon. The
wire became covered with ice crystals and they had intermittent static
discharge from the lower end of the wire. Accurate humidity wus
unobtainable, There was an extremely large-crystal-type light znow-
fall, which indicated a high super-saturation (relative ice}. In
other words, this waan't real fog; but was cumulus cloud resting on
the surface of the ocean and being held down by the inversion,.

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

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

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

Tuesday 4 rebruary, lying to awaiting rendezvous with the DD.
The CACAFON had been slowed down more by rumning into heavy streamers
of pack ice reaching north to 63°-15'., (The position reports of Jap
whalers indicate that they are located well south of him. He's headed
right for a tight low.

There are two operations which I hope to accomplish sometime
soon while lying to (1) investizate operations in the lee of a large
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iceberg (2) check the possibility of making slicks ir rough water for
PBY's - i,e, ~ similar to cruiser's cast recovery. e planned to use
the helicopter to fly zround a berg to check undermater 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, especlally when
reading that calving makes a noise simulating the sound of gunfire; that
sounds rather dangerous to us. Today we put a boal over to take lead
soundings around a medium bery; no bottom at 30 fathoms anywhere.

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

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

At 1050 Wednesday the Sth we found a nice ice bay and lay to.
The weather was not good. Wind up to 28 knots from ESE. At 1230 the
wina decreased to 1) knots, We started flight operatioas but hesiitated
due to lack of good weather stations (HENDERSON too close), and still
a little too much poll. Shortly thereafter the wind picked up and held
at 20 kxots,

Curreat 275°%, drift .8 knot.

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

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

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

{c) A bad chop or wind swell will put a bad strain on tae
hoisting sling, as well as maldng boating alongside the PBM hazardous.

{(d) Poor combinations of swell and wind makes take—off nazard-
ous for loaded FBM.

(e) Brash ice, growlers, or pack in line of take-off is a con-
stant danger.
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