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Introduction

Introduction: “Pullen of the Arctic”

[Captain T.C. Pullen, RCN] had become, and to the last
remained, one of the great polar navigators.
- Graham Rowley (1992)"

Captain Thomas Charles Pullen (1918-1990), RCN, OC, CD, D.Sc.,
FHSC, a fifth generation naval officer, commanded numerous ships during
his career with the Royal Canadian Navy (RCN) from 1936-65. He became a
noted authority on and explorer of the Arctic after he took command of the
naval icebreaker HMCS Labrador in 1956. Retiring after thirty years of active
naval service, Pullen served as an advisor and consultant to government and
industry on arctic marine operations for another twenty-four years. An officer
of the Order of Canada and the recipient of the Massey Gold Medal of the
Royal Canadian Geographical Society for his contributions to Arctic
knowledge, “Pullen of the Arctic” (as he became widely known) earned the
reputation as North America’s foremost expert on Arctic navigation and
icebreaking over the course of his life.?

A note on Pullen’s biographical file at the Department of National
Defence observes that he was a “compulsive diary writer dating back to
1931.”% Consequently, his personal writings provide unparalleled, first-hand
insights into seminal moments in the naval and maritime history of Canada’s
Arctic during the latter half of the twentieth century. Drawing upon this rich
resource, this volume publishes key documents on Arctic operations that
Pullen wrote in various official capacities over his career. The first part
documents his role as the commanding officer of the Labrador, as senior
officer of the United States Navy, US Coast Guard, and Canadian ships
deployed to the Eastern Arctic during the construction phase of the Distant
Early Warning (DEW) Line in 1956 and 1957, as well as his role as US Navy
Task Group Commander for Operation Bellor in 1957. The second part
reproduces his observations as the Government of Canada’s official

' Graham Rowley, “Captain T.C. Pullen, RCN: Polar Navigator,” The Northern Mariner
2/2 (April 1992), 47.

2W.0. Kupsch, “Thomas C. Pullen,” The Musk-ox 38 (1991), 69; David Maclellan,
“Pullen of the Arctic,” Canadian Geographic 104/2 (1984), 26.

? “Captain T.C. Pullen: Naval Service,” notes on DHH 2004/55, file 1.
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representative onboard the icebreaking tanker Manharran during its two
transits of the Northwest Passage. His diaries and reports cut through the
hyperbole that surrounded this controversial voyage, addressing both
legitimate concerns and unwarranted criticisms, and pointed the way forward
for Canadian Arctic policy. By bringing more of his ideas into public
circulation, we hope to stimulate informed discussion and debate on the
history of maritime operations in the Canadian Arctic, and to ensure that
“Pullen of the Arctic” gets the credit that he so richly deserves for his
contributions to polar navigation, knowledge, and practice.

Background
Thomas Charles Pullen was born in Oakville, Ontario, on 27 May 1918,

into a proud nautical family with a record of naval service dating back to the
eighteenth century. His great-great-grandfather, Nicholas Pullen, and sixteen
of his shipmates aboard a small vessel trading in the West Indies were press-
ganged into the Royal Navy in 1780. Subsequently, sixteen of Nicholas’
descendants became naval officers, including four flag officers, two captains
and two commanders. The Arctic brought the family particular fame,
beginning with Tom Pullen's great-uncles Commander (later Vice-Admiral)
W.J.S. Pullen, who commanded the depot ship North Star on the 1852-54
Belcher expedition to find Franklin, with his younger brother T.C. Pullen
(later Captain) as his second-in-command.* Thanks to their exploits, when
Tom Pullen sailed in the Arctic a century later, “there were four Pullen place-
names to remind him of his great-uncles.”’

After attending Lakefield College School, a private boarding school in
the picturesque Kawartha Lakes region of Ontario, from 1929-35, Tom
Pullen spent one year at Oakville High School where the principal prepared
him for the Royal Navy officer cadet entrance examination.® He entered the
RCN as a cadet in 1936, sailed in RMS Ansonia to the United Kingdom in

4 Maclellan, “Pullen of the Arctic,” 27.
* Captain Tom Pullen obit, Daily Telegraph [London].

¢ James Goodwin, Our Gallant Doctor: Enigma and Tragedy — Surgeon Lieutenant
George Hendry and HMCS Ottawa, 1942 (St Catharines: Dundurn, 2007), 96.
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August, and took his early training on ships of the Royal Navy.” First he was
sent to the British training cruiser HMS Frobisher where he developed his
skills in the North Sea, Norwegian Sea, Atlantic Ocean, and West Indies. The
next two years he spent in the First Cruiser Squadron of the British
Mediterranean fleet onboard HMS Shropshire and Sussex, as well as three-
months of destroyer training with HMS Hoespur and Hostile of the Second
Destroyer Flotilla. His first appointment came onboard Shropshire at the
rank of Midshipman. He went on to serve on the Nyon Patrol off the Iberian
Peninsula during the Spanish Civil War, assigned to coastal patrolling and
evacuating civilians. “We were running boats from shore out to the ship and
on one occasion there was a bombardment from seaward and shells were
whistling overhead,” he recalled. “It was really a minor overture to World
War II.” The Royal Navy was training hard for a war that everyone knew was
coming, with Pullen observing “a steady procession of all the ships of the
Mediterranean Fleet, in and out, doing exercises every day, and night
exercises.”® Pullen then returned to England in 1939 for a subs course,
emerging as an Acting Sub Lieutenant.’

When the Second World War broke out on 3 September, Pullen was
qualifying as a gunnery officer at Whale Island, Portsmouth. He was soon
appointed to the newly-commissioned RCN destroyer HMCS Assiniboine on
23 October, captained by Commander E.R. Mainguy. “It was a great fun, it
was a great learning process,” Pullen later recalled. “You had to learn fast in
those days because the Navy was expanding and there were not enough
experienced and trained officers to go around ... so prospects were bright and
it paid to pay attention!”'’ As gunnery officer/watchkeeper on the destroyer,
Pullen was involved with the capture of the German merchant ship Hanover

in the West Indies in March 1940, followed by convoy escort duties running

7 Directorate of Public Relations (National Defence) Armed Forces News, 22 November
1954, DHH 2004/55, file 3 — Press clippings & news releases.

8 Report of Interview with Captain Thomas Chatles Pullen in Ottawa, DHH 2004/55,
folder 2, pp.12, 15-16.

? See “Captain T.C. Pullen: Naval Service,” notes on DHH 2004/55, file 1; and Report of
Interview.

' DHH, Pullen interview with Cdr (ref’d) Tony German, 26 January 1985; also quoted
in Goodwin, Our Gallant Doctor: Enigma and Tragedy, 97.

iii



Caprain T.C. Pullen’s Personal Records of Arctic Voyages, vol. 1

from Halifax to Iceland, which entailed “three days in and three days back.”"!

He departed Assiniboine on 20 January 1941 so that he could return to
Britain for a specialist course in gunnery. After he fell ill with epistaxis
(bleeding from the nose) and was hospitalized for a short time, he was tasked
staff duties at HMCS Niobe — a “lunatic asylum” (hospital) at Greenock
requisitioned by the RCN in 1941 to serve as the headquarters of the senior
Canadian naval attaché and advisor in the UK. Pullen was unhappy with the
posting. “I bitched and grumbled as much as I could,” he recalled, “then

asked and requested to go to sea” — as he saw it, “the proper place for a young

officer.”"?

His wish granted, Pullen swapped positions with the Executive Officer
(second in command, or First Lieutenant) of the destroyer HMCS Orrawa in
February 1942. It was a trying time for the RCN ships on Mid Ocean Escort
Force operations at the height of the Battle of the Atlantic. Historian Marc
Milner describes how:

1942 was a very anxious period in the battle against the U-boats in the
Atlantic. By the summer of that year the products of Germany's first
wartime building program were pouring forth at a rate of nearly twenty
U-boats a month ... the number at sea on any given day was increasing,
from an average of twenty-two in January to eighty-six in August,
reducing the potential for successful evasive routing of convoys .... The
prospect of the mid-ocean filling up with U-boats among which convoys
could only be safely routed by very precise intelligence, was worrisome to
say the least.... As early as August it was clear ... that the confrontation in
the mid-Atlantic air gap would soon escalate rapidly.... Unfortunately for
the Allies, a substantially higher casualty rate in the U-boat fleet was not
in the offing in late 1942, and the exchange rate between Allied shipping
losses and U-boats destroyed continued to favour the Germans heavily.
Through the last months of 1942, U-boats exacted a punishing toll from
North Atlantic Shipping. "

" Report of interview, pp.33-42.

"> Report of interview, pp.45-46; “Captain T.C. Pullen: Naval Service,” notes on DHH
2004/55, file 1 and Directorate of Public Relations (National Defence) Armed Forces
News, 22 November 1954, DHH 2004/55, file 3 — Press clippings & news releases.

"> Marc Milner, North Atlantic Run: The Royal Canadian Navy and the Battle for the
Convoys (Toronto: University of Toronto Press, 1985), 158.

iv



Introduction

As the RCN official history later noted, “practically no convoy at sea,
especially in mid-ocean, could now help standing into danger” at this stage in
the war. “An average of 100 U-boats operated in the Adantic in September
[1942].7"

Ortawa sailed from Londonderry on 5 September with ON 127,
escorting thirty-four merchant ships across the North Adantic. “Up until that
time I had bemoaned the fact that we never seemed to have any excitement in
all my trans-Atlantic voyages with convoys,” Pullen later reminisced. “I was
going to live to regret that statement.””” Several of the merchant ships were
sunk by German U-boats before the fateful night of 13 September, when U-
91 hit the Ortawa with two torpedoes (thirty minutes apart) about five
hundred nautical miles east of St. John’s. “Everything happened so swiftly,”
Pullen remembered. When the captain gave the order to abandon ship, “some
over-burdened floats capsized, throwing their occupants into the water and

adding to the death toll.” It was a tragic scene:

During those final moments some grim dramas were being played out.
The pitiable entreaties emanating from the voice pipe to the bridge from
the two young hands trapped in the asdic hut far below became
unbearable to those on the bridge, who were totally helpless to do
anything for them. What could, what should, one do other than offer
words of encouragement that help was coming when such was manifestly
out of the question? What happened at the end is hard to contemplate
for the imprisoned pair, as that pitch black, watertight, sound-proofed
box rolled first 90 degrees to starboard and then 90 degrees onto its back
before sliding into the depths and oblivion. It is an ineradicable

memory.'®

The sinking ship took 137 lives with her, and only sixty-five survivors were
pulled from the numbing waters of the Atlantic. Pullen was the senior
surviving officer. “Pullen was one of the last to leave [the sinking ship]—

having tried his sailor's luck by wanting to leave after the captain—and was

" W.A.B. Douglas et al, No Higher Purpose, 508.

" Report of interview, p.47.

16-T.C. Pullen, “Convoy O.N. 127 & the Loss of HMCS Orrawa, 13 September 1942: A
Personal Reminiscence,” Northern Mariner2/2 (April 1992): 15.
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fortunate to spend only five hours on a raft before being rescued,” an obituary
later recounted."

The same story also noted that Pullen “had strong reason to survive, as he
was on his way home to marry Elizabeth Wheelwright, who was to bear him a
son and a daughter.” Tom had met Helen Elizabeth (Betty) Wheelwright,
who was born and raised in Toronto, in Qakville, Ontario in the summer of
1936. “We’d only known each other a couple of weeks and off I went [to
England],” Pullen later recalled. He wrote her a postcard from Quebec on the
voyage overseas, which served as “the trigger ... for a correspondence” that
went on “non-stop” for a half century. When he next returned to Oakville in
1938, they “picked up where we left off” before he went off again. On
survivor’s leave after his harrowing ordeal with ON 127, he followed through
on tying the knot. “Ralph Hennessey lent me his cap” and a Toronto tailor
produced a uniform for Pullen in a couple of days, he recalled."

After a year’s duty ashore as officer-in-charge of the Gunnery School
at HMCS Cornwallis (the RCN training establishment in Nova Scotia),
Pullen returned to sea as the Executive Officer of the River-class destroyer
HMCS Chaudiére when it was transferred to the RCN in November 1943.
The following March, operating as part of the mid-ocean escort force, she was
involved in a thirty-hour battle that ultimately led to the sinking of German
submarine U-744 off the Normandy coast. “It was a long hunt,” Pullen
recounted. “The contact was being gained, lost, regained, and at all times I
think there were concerns that we were chasing the wrong sub echo. But, in
fact, it was the real thing. It was apparent that she was coming up. You could
hear her blowing tanks and she hit the surface, and of course everybody
opened fire.” A few months later, after workup training in Northern Ireland
for “The Blood Bath to Come” (as they jocularly referred to the impending

Allied invasion of Europe), Pullen was onboard when Chaudiére joined

"7 Captain Tom Pullen obit, Daily Telegraph [London]. On the sinking of HMCS
Ortawa, see also Douglas et al, No Higher Purpose, 518-24.

'* Report of Interview, p.4, 53. Pullen noted that once his survivor’s leave was over, Tom
and Betty found themselves apart once again—a frequent dynamic in their life together.
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Western Approaches Command for invasion support duty and ensured that
u-boats did not penetrate the English Channel on the lead-up to D-Day."

In August 1944, at the age of 26, he became one of the youngest
destroyer captains in the RCN when he took command of HMCS
Saskatchewan.” “At the end of the war, I was transporting men from
Newfoundland to Quebec City for demobilization and I established a record
for the fastest runs from Father Point to Quebec City, doing about twenty-six
knots,” Pullen recalled. “Coming down from Quebec City with the tidal
current, we were doing it even faster. It was a tremendous experience.”
Because of its excessive speed, the ship became popularly known as the
“Terror of the St. Lawrence” for the huge wash that it would generate, rolling
yachts up on beaches and provoking locals to “run for the woods” when the
ship approached. “I had to undergo a Board of Inquiry, as a result of this
excessive speed,” he noted, “but I assume that I got off quite lightly [as]
nothing ever happened.””!

After relinquishing command of Saskatchewan in the early fall of
1945, Pullen took a gunnery course in the UK with the acting rank of
Lieutenant-Commander before returning as the officer in charge of the
gunnery course at HMCS Stadacona in Nova Scotia and staff gunnery officer
on the Atlantic Coast. This was followed by Royal Navy staff courses in 1948,
command of the destroyer HMCS Iroquois and the frigate La Hulloise, and
executive officer of the training base HMCS Corawallis. In September 1953
Pullen took command of the tribal-class destroyer HMCS Huron during her
second tour of duty as a member of the Commonwealth Task Force in the
Korean theatre, and remained in this appointment until June 1954. For part
of this period he acted as Commander Canadian Destroyers Far East (the
senior Canadian naval officer in the Korean theatre) in the acting rank of

captain. In the summer of 1954 he became the Staff Officer (Strategy) to the

19 Report of Interview, pp 56-58, 60-61; For Posterity’s Sake, “HMCS Chaudiere H99,”
heep://www.forposterityssake.ca/Navy/HMCS_CHAUDIERE_H99.htm; Keith Butterley
and Ken Macpherson, River Class Destroyers of the Royal Canadian Navy, 2nd ed. (St.
Catharines: Vanwell, 2008).

** Captain Tom Pullen obit, Daily Telegraph [London].

*! Report of Interview, pp. 61-62.
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Director of Naval Plans (Strategy and Operations) at RCN Headquarters in
Ottawa before assuming the position of Director of Gunnery Division on the
staff of the Assistant Chief of Naval Staff (Warfare) that December. In July
1955, Pullen was officially promoted to a Captain in the RCN.** This set the
stage for him to perpetuate his family’s long history of Arctic service when he
assumed the command for which he would become best known: that of the
Royal Canadian Navy icebreaker HMCS Labrador on 13 February 1956.

Commander of HMCS Labrador

Although Canada is a coastal state bordered by three oceans, its official
motto a mari usque ad mare refers only to two. The Canadian navy has
traditionally mirrored this national emphasis on the Atlantic and the Pacific.
The Royal Navy was at the forefront of the epic search for a Northwest
Passage (NWP) in the mid-nineteenth century which, after great cost and
frustration, led to the “discovery” of one-half of the Arctic and three
northwest passages.”’ By the end of that century, however, the viability of the
route as a passage to “the Orient” was dismissed. Norwegian explorer Roald
Amundsen’s 1903-6 transit of the Passage was not repeated until Henry
Larsen’s transits in the RCMP schooner St Roch in 1940 and 1942,%* and for
the first four decades of its existence no Canadian government or admiral

dispatched any element of the RCN to Canada’s Arctic seas.

2 Directorate of Public Relations (National Defence) Armed Forces News, 22 November
1954, DHH 2004/55, file 3 — Press clippings & news releases. On RCN operations
during the Korean War, see Thor Thorgrimmson and E.C. Russell, Canadian Naval
Operations in Korean Waters, 1950-1955 (Ottawa: Naval Historical Section, Canadian
Forces Headquarters, 1965).

* For an excellent scholarly overview, see Hugh N. Wallace, 7he Navy, the Company,
and Richard King (Montreal: McGill-Queen’s University Press, 1980).

* RCMP officer Bill White suggests that Larsen’s achievement was preceded by other
Canadian ships. White alleges that “the so-called Northwest Passage was a busy bloody
highway by this time with trading posts all along it and supply ships like the Chimo and
the Aklavik going this way and that way every year. Not too many crossed through from
west to east, but I know the Ak/avik did it in 1938 and Henry [Larsen] knew it too.”
Patrick White, Mountie in Mukluks: The Arctic Adventures of Bill White (Madeira Park,
BC: Harbour Publishing, 2004), 227-28.
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At the end of the Second World War, Canada’s maritime domain
factored heavily into United States’ security considerations. The Canadian
government in general, and the military in particular, were at a crossroads.
The government had sacrificed men, money, equipment, and political capital
to the victorious Allied cause. The military in general stepped “out of the
shadows” and made contributions, both at home and abroad, that garnered
well-deserved praise.”” The RCN, in particular, was now a first-rate blue water
navy. When, at war’s end, the RCN was downsized dramatically, it had to
choose between concentrating its resources in either the Atlantic or the Arctic
Ocean. It chose the former.

The North American Arctic, however, was emerging as a front line in the
new Cold War. The Canadians had negotiated the departure of their wartime
American partners in the Canadian North, but continental defence now
vaulted the Arctic into a status of indisputable importance in an era of
superpower rivalry. In early February 1946, the US Army Air Force Chief of
Staff, General Carl Spaatz, enunciated the “Polar Concept,” establishing “the
security of the polar approaches, namely the North Adantic and Alaska,” as a
chief guiding principle in American grand strategy.”® Although Canada’s
Arctic waters were largely uncharted and frozen for most of the year, the
flightpath over the North Pole now represented the shortest gateway for an
attack by Soviet bombers. Simply ignoring the region was no longer an option
for North American strategists.

While the northern dominion pondered its needs and options in the
early postwar period, the U.S. Navy and Coast Guard sailed into Canada’s
Arctic to build and resupply the Joint Arctic Weather Stations (JAWS) and to

conduct exercises designed to increase polar knowledge and operating

% Brereton Greenhous and W.A.B. Douglas, Our of the Shadows: Canada in the Second
World War (St. Catharines: Dundurn, 1996).

* On this concept, see Kenneth Schaffel, The Emerging Shield: The Air Force and the
Evolution of Continental Air Defense, 1945-1960 (Washington: Office of Air Force
History, United States Air Force, 1991), 58; and John T. Farquhar, “Arctic Linchpin: The
Polar Concept in American Air Atomic Strategy, 1946-1948,” Air Power History 61/4
(2014): 34-45. For early expressions, see Charles ].V. Murphy, “The Polar Concept is
Revolutionizing American Strategy,” Life, 20 January 1947: 61-62; and Anthony Leviero,
“The Polar Concept in Air Strategy,” Army Information Digest 2/1 (Dec. 1947): 45-48.
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capabilities. The emotional appeal of the region — and attempts to draw
attention to its dwindling numbers and budget — eventually drove the RCN
to conduct a Northern Cruise in September 1948, which saw the aircraft
carrier HMCS Magnificent and two destroyers venture into Hudson Strait
and then the destroyers into Hudson Bay. The Canadian media made much
of this cruise and a subsequent voyage by the frigate HMCS Swansea the
following year.”

Consistent with concerns over increasing American interest in the region
and at a time of regular discussions within Arctic circles in Ottawa about the
benefits of “Canadianization,”® the RCN decided early in 1948 to begin
making plans for the construction of its first Arctic Patrol Vessel. Former
Clerk of the Privy Council Jack Pickersgill credits Prime Minister Louis St.
Laurent with the decision to give the RCN an Arctic-capable ship that could
serve as an all-season icebreaker, facilitate research, and “show the flag in the
high Arctic waters.”” In January 1949, the Cabinet approved the letting of a
contract to Marine Industries, Limited, Sorel, P.Q., to begin work on the
ship. RCN experts decided to base their design on the “Wind” Class
icebreakers of the US Navy and Coast Guard that had proven effective in

*7 Elizabeth Elliot-Meisel, “Arctic Focus: The Royal Canadian Navy in Arctic Waters,
1946-1949,” Northern Mariner 9/2 (April 1999): 23-39. On the contributions of HMCS
Cedarwood in 1949, see Isabel Campbell, “Making a Difference in Arctic Naval Research:
HMCS Cedarwood, 1948 to 1956,” Canadian Naval Review 8/1 (Spring 2012): 10-14.
* On this theme, see Shelagh Grant, Sovereignty or Security? Government Policy in the
Canadian North, 1936-1950 (Vancouver: UBC Press, 1988); Peter Kikkert, “Pragmatism
and Cooperation: Canadian-American Defence Activities in the Arctic, 1945-1951”
(unpublished M.A. thesis, University of Waterloo, 2009); Peter Kikkert and P. Whitney
Lackenbauer, “Setting an Arctic Course: Task Force 80 and Canadian Control in the
Arctic, 1948,” Northern Mariner 21/4 (October 2011): 327-58; and P. Whitney
Lackenbauer and Daniel Heids, eds., The Advisory Committee on Northern
Development: Context and Meeting Minutes, 1948-67, Documents on Canadian Arctic
Sovereignty and Security (DCASS) No. 4 (Calgary and Waterloo: Centre for Military and
Strategic Studies/Centre on Foreign Policy and Federalism, 2015),
http://cmss.ucalgary.ca/sites/cmss.ucalgary.ca/files/dcassv4.pdf.

* Elizabeth Elliot-Meisel, Arctic Diplomacy: Canada and the United States in the
Northwest Passage (New York: Peter Lang, 1998), 104-105.
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Canadian Arctic waters in recent operations.”’ The 269-foot ship would have
a maximum breadth of 63’ 6", with a draught (full load) of 29" 1", a
maximum displacement of 6,490 tons, and a maximum speed of 16 knots.
“Her twin screws were driven by six diesel-electric engines delivering a total of
10,500 shaft horse-power,” an official history described. “The ship possessed
heeling tanks which enabled her to be rocked from side to side, thereby
facilitating release when frozen in or closely beset by ice. Three reversible-
propeller type pumps literally threw the water from one set of tanks to the
other at the rate of approximately 40,000 gallons per minute.” The design also
incorporated a trimming system which used water tanks fore and aft to allow
the ship to charge an ice-floe and then, with the bow resting on the ice, to
pump water forward again to give added weight and break through.”

HMCS Labrador was launched in December 1951 and commissioned
into the RCN in July 1954. Her initial commander was Captain Owen
Connor Struan Robertson, a seasoned merchant mariner before the war who
went on to command several RCN ships during the conflict and petitioned
successfully for command of the icebreaker after commanding a fleet destroyer
in the early postwar period. Building experience on American icebreakers
during their Arctic operations each summer during the two years that the
Labrador was under construction, he immediately developed a reputation as a

skilled Arctic navigator during Labradors “legendary maiden voyage” in

% HMCS Labrador also incorporated improvements based upon lessons learned from US
Arctic operations. As a 1960 history of the Labrador described: “The stem of the Canadian
ship ... was given a knife edge instead of the U shape of the American vessels, and the bow
propeller fitted in the original “Wind” Class was omitted. The flight deck was made about
half as big again as those fitted in the American ships and could accommodate three
helicopters. Another major deviation from the US design was the fitting of retractable
Denny-Brown stabilizing fins in an attempt to cut down the excessive roll of the “Wind’
Class ships in rough weather. A great many changes involving accommodation of
personnel were also made in order to provide better quarters and more recreational space
for the ship’s company. Further modifications were necessitated by the fact that the RCN
communications and radar requirements were about twice as great as those of the
American ships.” “History of HMCS Labrador” (28 July 1958), 3-4, DHH 81/520/8000.
’! “History of HMCS Labrador,” 2.
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1954.” From the onset, the ship charted previously uncharted Arctic waters,
conducted oceanographic and hydrographic surveys, erected LORAN (long-
range navigation) beacons, served as a research platform for scientists,
resupplied RCMP outposts and Arctic weather stations, and supported salvage
and rescue operations. In 1954, it became the first deep draft ship and first
naval vessel to transit the Northwest Passage, as well as only the second ship to
circumnavigate the North American continent.” “Her scientific
accomplishments marked the beginning of Arctic exploration by Canadians,
using one of the world’s finest floating scientific platforms,” extolled J.M.
Leeming, the Executive Officer of Labrador until January 1956. This
statement was overzealous in overlooking previous Canadian scientific
expeditions, but his next observation was not. “Labrador had established that
it was possible to take a large ship through the Northwest Passage. Moreover,
the information gained was destined to enhance the RCN’s ability to conduct
high latitude operations with submarines, merchant ships, and naval
vessels.”* After a refit in January 1955, the ship was ready to to play a
prominent role in the construction of the largest mega-project in Arctic
history.

As the Cold War heated up in the 1950s, the Americans sought
extensive air defence systems extending to the northernmost reaches of the
continent. The Distant Early Warning (DEW) Line, which would stretch
across the 70" parallel to provide advanced warning of the manned bomber
threat from the Soviet Union, “was an extraordinary feat of geographical
engineering, planned and sequenced in minute detail,” observed historical

geographer Matthew Farish.” Constructed in just over two years, the project

% See Lieutenant (Navy) Jason Delaney and Michael Whitby, ““The Very Image of the
Man of the Arctic’: Commodore O.C.S. Robertson,” Canadian Naval Review 4, no.4
(2009): 25-29.

% For more details, see Michael Whitby, “Showing the Flag across the North: HMCS
Labrador and the 1954 Transit of the Northwest Passage,” Canadian Naval Review 2/1
(Spring 2006): 21-24.

.M. Leeming, “HMCS Labrador and the Canadian Arctic,” in 7he RCN in Retrospect:
1910-1968, ed. James A. Boutillier (Vancouver: UBC Press, 1982), 295.

> Martthew Farish, “Frontier engineering: from the globe to the body in the Cold War
Arctic,” The Canadian Geographer 50/2 (20006), 187.
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dramatically altered the military, logistic and demographic characteristics of
the North American Arctic. “Stretching for 2500 miles across the Arctic, it
required the biggest task-force of ships since the invasion of Europe and the
largest air operation since the Berlin airlift to take in the supplies,”
Department of Northern Affairs and National Resources official C.J.
Marshall trumpeted in a 1957 magazine article. “More than 7000 men
laboured through two short Arctic construction seasons to complete the work
on schedule. Small wonder that many consider the project one of the most
dramatic engineering achievements of our time and a milestone in the
development of the Arctic.”*

The seaborne reconnaissance, site survey, and initial construction for
Project 572 (as the DEW Line was initially known) in the eastern Canadian
Arctic began in the summer of 1955. “For weeks prior to the arrival of the
support convoy from the USN’s Military Sea Transportation Service (MSTYS),
Labrador plied the ice-choked Foxe Basin where the force would land tons of
material ‘over the beach,” historians Jason Delaney and Michael Whitby
explain. “The crew worked tirelessly with the ship’s hydrographic survey team
and embarked underwater demolitions unit to clear beaches, survey
approaches and set up navigational markers for the impending offloading of
construction material, heavy equipment, fuel and supplies. Establishing
standard operating procedures as she went, Labrador operated as an ice escort,
survey and research vessel as well as a command platform from which task
group activities were coordinated.””’

Captain Pullen, then the Director of Naval Gunnery, joined the ship for
a three-day visit in mid-September 1955, observing first hand its role in
supervising sea-lift operations in northern Foxe Basin.” Morale was high,
RCN  personnel gained valuable Arctic navigational experience, and
Labrador's five and a half month mission had been an unequivocal success.
“The undertaking was a stupendous effort with the accepted hazards of ice,

weather, and unknown hydrography,” the Chief of Naval Operations wrote

% C.J. Marshall, “North America’s Distant Early Warning Line,” Geographical Magazine
29/12 (1957), 616.

%" Delaney and Whitby, ““The Very Image of the Man of the Arctic,” 26.

* “History of HMCS Labrador” (28 July 1958), 2.
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to Captain Robertson. “The successful attainment of all objectives is a tribute
to your professional attainment and courage.”” The stress of operation also
took its toll on Robertson’s health, forcing his evacuation from the ship as it
wrapped up its mission to receive emergency surgery on a perforated ulcer.*
When Captain Pullen assumed command of Labrador on 13 February
1956, he had big shoes to fill. His friend Graham Rowley later recounted

how:

Captain T.C. Pullen must have felt the universe was unfolding as it
should when he was appointed in 1956 to the command of H.M.C.S.
Labrador. Life in a peacetime navy is likely to become a routine of
maintenance, training, and exercises. H.M.C.S. Labrador had a much
more interesting and exciting role. She was on the one hand to assist
shipping in ice-infested waters, and on the other to conduct and support
scientific activities in the north. Her work was largely in the Arctic,
where even the most frequented parts were little known scientifically,
and where many years of work would be needed to bring naval charts
and other defence needs up to acceptable standards. He also appreciated
the opportunity to carry on a family tradition ... and this must have
been one reason that both he and his brother had developed a long-

. . . . . 41
standing interest in exploration and the history of the north.

Pullen spent nearly two years in command of the Labrador and certainly
earned his entrée into the annals of Arctic seamanship. Inidally, he was a
novice in ice navigation, as his diary entry on 24 February 1956 made clear.
“I am sufficiently new to the icebreaking world not to be accustomed to
officers handling the ship without so much as by your leave,” he noted after
the ship got into brash ice and stopped off the coast of Cape Breton. “The old
hands ... were heard at breakfast-time to scorn the excitement of the novices
and their non-Arctic ice.... But the ship and her experts have never before
worked in this type of ice and it is a melancholy fact that Labrador became
stuck within 130 miles of Halifax.” By mid-July of that year, Pullen could

boast of “real icebreaking, ice sometimes loose, then tight, soft and slushy,

¥ Quoted in Leeming, “HMCS Labradorand the Canadian Arctic,” 299.

“ Delaney and Whitby, ““The Very Image of the Man of the Arctic,” 27.

! “Captain T.C. Pullen, R.C.N.,” draft biographical sketch by Graham Rowley. DHH
99/36, box 35, file 10.
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and then great floes frozen tight, hard ice, blue and 12 to 15 feet thick. Every
size, shape and variety.... Tired but thoroughly happy in the knowledge that I
can handle the ship in her element.”**

The Labrador had departed Halifax for the Arctic on 3 July 1956 with a
complement of 21 officers, 210 men, and 9 civilian oceanographers and
hydrographers. As Pullen’s diaries recount, the ship’s primary task was
assisting with the sea supply of the DEW Line stations in the Eastern Arctic.
“The captain of the C.D. Howse, sitting comfortably off Coral Harbour, is
reputed to have said that because ice conditions were so bad this year the
sealift ships would never get through and that Zabrador would not make it
either,” Pullen noted on 1 August. “Well, here we are! Silly old man.” After
erecting beacons in Foxe Basin, the ship joined the US Coast Guard
icebreaker Edisto to convoy supply ships to the DEW Line sites. Operating in
largely uncharted waters, they began a hydrographic survey of Fury & Hecla
Strait, a welcome “break from the flat monotony of Foxe Basin, rocky and
interesting,” as Pullen recorded on 16 September.”” Subsequently, the
Labrador made four attempts to push through Bellot Strait but each time
encountered waters shoaled to within twenty feet of the bottom of the ship.
In discovering a deep channel on the side of the channel, the Labrador also
identified “Magpie Rock” in the middle — a menacing rock “over which the
water is boiling and frothing at six to eight knots, maybe ten.” Pullen noted
that his ship "must have been within feet of this rock and with the current
behind us too. I flew over it and it was a sight to make one’s blood congeal.”
It had been a “near miss,”* but future navigators now knew the location of

this dangerous obstacle to navigation.

When Pullen and the Labrador docked in Halifax on 13 October, the

captain took stock of his achievements:

103 days away, 100 days at sea, two days at St. John’s, Newfoundland,
and one night at anchor at Brevoort. Steamed 18,606 miles,
approximately 12,000 of which were in uncharted waters. Had several
close calls-the worst occurring in Foxe Basin when we were within seven

2 Pullen diary, 14 July 1956.
 Pullen diary, 16 September 1956.
“ Pullen diary, 25 September 1956.
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feet of taking the ground off the southwest corner of Rowley island, and
in Bellot Strait when prudence kept us from attempting a passage which
would have seen us on Magpie Rock (named by us). The ice passage off
the western entrance to Fury & Hecla Strait was the worst we
encountered. The rescue of USS Edisto was another highlicht and a
satisfaction too.®

Pullen was proud of his leadership role — and that of his crew — in the
first sustained Canadian effort to chart its northern waters. In 1956 alone,
naval historian E.C. Russell recounted, Labrador performed “an immense
amount of hydrographic work, running some 12,000 miles of soundings,
preparing numerous charts and sailing directions, taking many panoramic
photographs,” and other activities contributing to safe navigation. “The
oceanographic work ... constituted the most extensive program ... ever taken
in the Canadian Arctic. Other scientific work of great importance was
conducted in the fields of marine biology, ice physics and ice observation.”
Russell observed that this spate of scientific achievements was all “the more
impressive since the [DEW] Line resupply operation was Labrador's primary
commitment, and scientific work was on a ‘not to interfere’ basis.” Dr. Neil
Campbell, the chief scientist on Labrador, observed that this thorough
oceanographic, hydrographic, and other scientific research catapulted Canada
to “the forefront of those nations engaged in Arctic research.”*

After minor repairs and routine maintenance in Halifax, a fresh coat of
paint in Jamaica, and winter operations in the Gulf of St. Lawrence, the ship
prepared for an ambitious 1957 summer season:

She was to survey and prepare landing beaches at ten radar detection sites
stretching from northern Newfoundland along the Labrador coast to
Resolution Island. Following this she was to conduct surveys and support
resupply operations on the south-east coast of Baffin Island. After a short
goodwill visit to three Greenland ports, her third and most important
mission was to make a complete survey of Bellot Strait to determine
whether it could be used by deep draught ships. She was then to make a
reconnaissance of Barrow Strait and Wellington Channel before
returning to Halifax. Oceanographic and other scientific work was, of

% Pullen diary, 13 October 1956.
4 Both are quoted in Maclellan, “Pullen of the Arctic,” 28.
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course, to be carried on throughout the cruise when circumstances
permitted.

In total, the ship would steam 18,500 miles over 108 days at sea.

With Pullen at the helm, Labrador met and exceeded its primary missions.
The ship began the season by finding a new, “deeper, wider, straighter and
safer channel through the upper reaches of the island-studded upper bay”
leading into Frobisher Bay.*® Pullen considered the sounding and proving of
the Pike-Resor Channel as an important achievement, facilitating safe and
direct shipping to supply the airport and settlement at the head of Frobisher
Bay (now the city of Iqaluit). Less than a week later, Labrador began its
operations in Bellot Strait, successfully sailing through it on 24 August.
Pullen was duly appointed the Senior Officer of the supply convoy and also
commanded the US Navy Task Group during Operation “Bellot,” ensuring
the safe navigation of the Northwest Passage by three US Coast Guard ships.
He gathered extensive hydrographic and oceanographic information in Foxe
Basin, helping to facilitate the opening of new deep channel routes for
shipping by conducting a “survey primarily to establish an escape route for
ships trapped in the central and western arctic.”*’ This knowledge served as a
key enabler for subsequent maritime operations in the Arctic, both for
Canadian and American mariners.

Pullen admired the cooperative bilateral working relationship, which
made the continent safe for all North Americans, regardless of borders and
boundaries. The completion of the NWP transit and the 1957 operation
“received a good measure of publicity, but one important aspect was glossed
over or ignored in the kaleidoscopic unfolding of events in the past 15 years,”
Pullen wrote in 1971:

During the three brief summer navigation seasons when the DEW Line
was built, no fewer than 324 ships carried one-and-a-quarter million tons
of supplies north of the Arctic Circle into area where in some instances
no ship had ever been. In addition, ten-and-a-half million barrels of
petroleum products were also transported by tanker. This was a logistic

7 History of HMCS Labrador” (28 July 1958), 95-96.

“ Pullen diary, 13 August 1957.

“ Pullen CV, HBC Archives, E3461/60. See also Graham Rowley, “Captain T.C. Pullen,
RCN: Polar Navigator,” The Northern Mariner, 2 (April 1992), 29.
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feat of great significance. During this frenetic period of activity there was
not one major oil spill into the sea, a feat that in fairness some

unrestrained environmentalists might acknowledge.*

Despite all of the Labrador's successes during its 1957 mission, it ended
on a dour note. While the ship was operating in Lancaster Sound on 23
September, Pullen recorded in his diary how he, Commander C A . Law, and
Commander D.E. Fairney were sitting in the captain’s “cabin at about 2100
having our evening cup of coffee when a signalman handed me one of the
most shattering messages I have ever received and which explained why a lot
of things to us up here have seemed odd.” It hit him “like a kick in the
stomach,” reading:

1. As a measure of economy it has been decided to transfer the operation
of Labrador to the Department of Transport about 1 April 1958.

2. It is realized that this step will be deeply regretted by officers and men
of the RCN particularly those who are now serving or have served in the

ship.

3. However such considerations must give way to those of economy if we
are to make our most effective contribution to the defence of Canada

and NATO.

4. The exploits of Labrador and the reputation she has gained for
efficiency have done much for the prestige of Canada and the RCN. As
the development of the Arctic continues this work will not be forgotten.

®)

5. Further information on the programme up to 1 April will be
promulgated.”’

The message left Pullen and his fellow officers “stunned.” The captain was
dismayed at the thought of having to communicate the news to the ship’s
company, lamenting that this would “put the cat among the chickens.” He
cursed “those devils” at Naval Headquarters in Ottawa, noting specifically

Captain W.M. Landymore, the Director of Naval Plans and Operations, and

*® Capt. T.C. Pullen, “Canada and Future Shipping Operations in the Arctic,” Canadian
Defence Quarterly 3/2 (1971), 10.
>! Pullen diary, 23 September 1957.
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Figure 1
H.M.C.S. LABRADOR- 1956-57
HIGHLIGHTS
--00000--

e First hydrographic survey of narrow, swift flowing, Bellot Strait which
separates continental America from the arctic islands. First transit by a deep
draft ship and later the locating and naming of hazardous Magpie Rock, on
which both M'Clintock’s Fox (1858) and Larsen’s St Roch (1942) nearly
came to grief.

e Appointed commander of a U.S. Naval Task Group for the Bellot survey
primarily to establish an escape route for ships trapped in the central and
western arctic. Also ensured completion of the Northwest Passage by the U.S.
Coast Guard ships Storis, Spar & Bramble, excluding submarines, the first
United States ships to do so.

o First east to west transit of Fury & Hecla Strait and the extrication from the
pack in the Gulf of Boothia of the US Navy icebreaker Edisto which had lost
a propeller in heavy ice.

e Penetration and sounding of Wellington and Queens Channels reaching
Penny Strait (Pelham Bay). Most northerly such probe to date since Sir
Edward Belcher in HM Ships Assistance and Pioneer in 1852 during the
Franklin search.

e The sounding and proving of a much-needed deep water channel for
shipping, the Pike-Resor Channel, providing the first safe and direct route to
the airport and settlement at the head of Frobisher Bay.

e Continuation of the hydrographic survey of uncharted Foxe Basin, begun in
1955 by Labrador (Capt. O.C.S. Robertson), for the safe navigation of cargo
ships to new DEW-Line sites. Surveyed unsounded “Navy” and “Labrador”
Channels, developed a direct route between Hall Beach and Rowley Island
and first circumnavigated the Spicer Islands.

e The ship and her hydrographers and oceanographers produced 17 new arctic
charts and occupied more than 360 oceanographic stations.

e Sounded 35 miles of uncharted water through heavy pack to Brevoort, east
Baffin. Surveyed the harbour, erected navigational aids, distributing the
resulting charts and sailing directions to ships bearing DEW-Line
construction materials and supplies.

Xix



Caprain T.C. Pullen’s Personal Records of Arctic Voyages, vol. 1

e First navigation of Peel Sound since Sir John Franklin in 1846 and Roald
Amundsen in 1903, in the process sounding the waters for the first time. First
circumnavigation of Somerset Island.

e Carried out the first oceanographic survey of winter ice conditions in the St
Lawrence to determine, inter alia, the feasibility of year-round shipping
operations there, a state of affairs since considered routine.

e Re-assertion of Canadian arctic sovereignty, years before it became an issue
exercising Canadians, by taking under her command U.S. Navy and Coast
Guard ships formerly operating at will in Canada’s arctic waters.

Source: T.C. Pullen, DHH File

Rear Admiral H.N. Lay.”* “Blast their eyes. Why couldn’t they have waited
until we got back?” In the midst of this angst, Labrador rescued five survivors
from Pamir, a German four-mast barque that capsized in the North Adantic
two days earlier. Pullen ended his diary entry for 23 September by noting:
“What a black day this has been.”

In the end, the RCN’s foray into the Cold War Arctic proved brief. The
RCN had little operational interest in the North, and Labrador was an
anomaly in an anti-submarine navy. The RCN preferred to focus on the
Atlantic theatre, and opted out of an Arctic role by 1958 when it paid off
Labrador as a naval ship and transferred it to the Department of Transport.”
The RCN chose to prioritize its NATO contributions (anti-submarine
warfare and protection of sea lanes across the North Atlantic) over a naval
presence in the Arctic waters. The controversy centered on many in the
government and the RCN characterizing Labrador as a “symbolic gesture of
sovereignty through presence,””* while other government and naval personnel

viewed it as an invaluable contribution both operationally and symbolically.

%> On these deliberations, see DHH 81/520-8000, file: “Notes used in preparing History
HMCS Labrador.”

>3 See also Kenneth C. Eyre, “Custos Borealis: The Military in the Canadian North”
(unpublished Ph.D. thesis, University of London - King’s College, 1981), 187-96, and
J.M. Leeming, “HMCS Labradorand the Canadian Arctic,” in RCN in Retrospect, 1910-
1968 ed. James Boutilier (Vancouver: UBC Press, 1982): 286-307.

>4 Eyre, “Forty Years,” 295.
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Among the latter was Labrador's captain. “No ship has done more for Canada
than Labrador,” Pullen wrote in his diary on 11 October 1957. “No ship is
better known to the people in Canada and abroad than Zabrador, and yet the
experts, in their purblind wisdom, have decided that she has nothing to
contribute in a war that will never be fought. And so she is got rid of so that a
couple of obsolete frigates can be commissioned.” Even the news that the US
submarine Nautilus had reached 87°N via Kennedy Channel “has had no
effect” on senior decision-makers, he lamented. “All our inspired leaders can
think of is fighting World War II over again in the N. Atlantic.”” Pullen
appealed to his brother, Rear Admiral H.F. Pullen, the Flag Officer Atlantic
Coast, in hopes that he could reach up the chain of command and convince
senior leadership to reverse the decision, but his effort came to naught.
Labrador’s transfer to the Department of Transport was completed in 1958.%
Capt. Pullen called his tenure as Labradors captain “the most
challenging and interesting one I ever had,” with the ship’s “accomplishments
. of significance to Canada and the product of all her dedicated and
enthusiastic officers and men.”” Commander (retired) J.M. Leeming, who
had been on board Labrador for her first year and a half in service, was more
directed in his praise, concluding that the icebreaker’s “accomplishments were
due entirely to her two commanding officers, Captain Robertson and Pullen.
Their professional skill, leadership, and determination to succeed were the
keys to Labrador’s success as that hardy vessel moved through a polar world
filled with challenges and dangers.””® The icebreaker’s list of achievements
(which Pullen summarized in Figure 1) were impressive by any measure.

Naval historian E.C. Russell, paying tribute to Labrador in 1964, extolled

% Pullen Diary, 11 October 1957.

> Minister of National Defence George Pearkes, on the occasion of paying off Labrador,
applauded “the splendid record established by the ship under the White Ensign.” She had
been the only naval icebreaker in the Commonwealth but “now, with her transfer, trained
and experienced personnel will be made available to help man our fighting ships, whose
operation is our primary task.” Priority message, Minister of National Defence to
Labrador, 21 November 1957, DHH 81/520-8000.

" H.M.C.S. Labrador” E346/8/1 HBC Archives.

*8 J.M. Leeming, “HMCS Labrador and the Canadian Arctic,” in RCN in Retrospect,
1910-1968 ed. James Boutilier (Vancouver: UBC Press, 1982), 307.
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how:

HMCS Labrador has become a part of the history of the Arctic, her
name forever linked with those of Discovery, Fury, Investgator, Gjoa,
St. Roch, and the many great names of the North. Her achievements
during her short but illustrious career in the Royal Canadian Navy are
too many, varied, and important to be briefly summarized; but it is
perhaps no exaggeration to say that during her four years in the RCN she
contributed more to man’s knowledge of the Canadian Arctic than any
ship this century.”

Pullen, at the helm for two of those years, certainly deserves much of the
credit.

From Naval Officer to Arctic Consultant

After Pullen relinquished command of Labrador, he attended the year-
long senior staft officer course at the Imperial Defence College (now the
Royal College of Defence Studies) at Seaford House, Belgrave Square, in
London, Englamd.60 Subsequently, he returned to HMCS Niobe, the asylum-
turned-RCN-establishment in London, on 15 December 1958, this time as
Executive Officer (XO). His supplemental appointments over the next two
years included Chief Staff Officer to the Naval Member Canadian Joint Staff,
London, and Canadian Naval Member to the Military Agency for
Standardization. Returning to Canada in July 1960, he was appointed
Commanding Officer of the naval air station HMCS Shearwater before
returning to Naval Headquarters in Ottawa to serve on the staff of the Vice
Chief Naval Staff and then of the Assistant Chief Naval Staff Air and Warfare
as the Director Naval Ship Requirements. He assumed his last sea-going
command on HMCS Provider, the RCN’s first dedicated auxiliary oiler
replenishment ship, when it was commissioned in September 1963. At the
end of the following year, he returned to Ottawa and the recently-unified

Canadian Forces Headquarters as Director Maritime Operations.

 E.C. Russell, 1964, quoted in Maclellan, “Pullen of the Arctic,” 31.

© See United Kingdom, Ministry of Defence, “A History of RCDS,” archived on 11
December 2009, http://webarchive.nationalarchives.gov.uk/20091211061225/
http://www.da.mod.uk/colleges/rcds/About_Us/A%20History%200f%20RCDS.
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Pullen’s “career ended with the amalgamation of the Canadian Armed
Forces in 1964, his obituary in the London Daily Telegraph observed. “Like
most naval officers he regarded it as totally misguided, and hardly relished the
prospect of wearing a bottle-green uniform and being addressed as
‘Colonel.”®" Although the RCN would continue as a separate service until
1968, the creation of Maritime Command (MARCOM) on 7 June 1965 as
part of the reorganization of the services into six functional commands
portended the major shift that was occurring. “In the integrated [National
Defence Headquarters],” historian Tony German notes, “the small naval
component was all but submerged.” Although the changes brought by
“unification” were designed to remain at the command level, long-serving
personnel like Pullen saw the dismantling of time-honoured naval traditions
as an abomination. He had held nearly every appointment available to a naval
captain, and with his brother as a rear-admiral “the odds were against
appointment of a second Pullen to the same small circle of flag officers.”® In
August 1965 he went on rehabilitation leave, and the following April he took
his honourable release from naval service.

“When Captain Pullen retired from the Royal Canadian Navy in 1965, he
was 47 years old and anxious to find new and interesting employment,”
recalled Graham Rowley, then with the Department of Northern Affairs and
National Resources. Tom had called Graham in June to see if the latter had
any suggestions about consulting opportunities. Rowley, who had an extensive
network by virtue of his role as secretary to the federal Advisory Committee
on Northern Development, had spoken to Arctic mining engineer and
prospector Murray Watts a few days earlier, who had noted the “exceptionally
rich iron mines he had recently discovered near Mary River in northern Baftin

Island and we discussed the problems that would have to be faced if they were

¢! Captain Tom Pullen obit, Daily Telegraph [London]. The obituary notes that
“although he never personally vented his feelings to the Liberal minister of national
defence Paul Hellyer, his mother, who met the minister on an aircraft without realizing
who he was, made her son’s opinions extremely clear.”

 Tony German, The Sea is ar Our Gates: The History of the Canadian Navy (Toronto:
McClelland & Stewart, 1990), 284.

% Maclellan, “Pullen of the Arctic,” 31.
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to be exploited.” When Rowley asked Pullen if he would be interested in
investigating what would be required to transport the ore out of the North,
Pullen “replied that this was just the sort of work he would most liked to do.”
Watts jumped at the opportunity to recruit a man of Pullen’s knowledge and
experience, thus launching the retired naval captain’s “new career as an
advisor and consultant on arctic marine operations.”**

With the DEW Line completed, Pullen noted that the emphasis in
Northern affairs had “shifted from exploration and defence to commerce. The
search for minerals, for oil and gas to satisfy a growing demand on a
worldwide scale is being pushed hard from Prudhoe Bay, Alaska, to the
Fosheim Peninsula in the east.”® Postwar geological surveys revealed the
resource riches of Canada’s Arctic, with exploitation contingent on modern
transportation to carry marketable products to more populated areas.®
Pullen’s extensive consulting work to industry, listed in his curriculum vitae
(Appendix B), yielded many key reports and insights into Arctic operations
that reinforced his reputation as one of the Western world’s foremost
authorities on Arctic navigation and icebreaking.”’ In the late 1960s, Pullen
set to work anticipating the problems in shipping large quantities of ore from
Arctic mines, selecting possible dock locations, and determining the limits of
the navigation season. For example, during the summer of 1968, Pullen
accompanied Watts on a long trip for Coppermine River Ltd. which took
them from Coppermine (Kugluktuk) to Eureka, on to Axel Heiberg Island,
and then to Point Barrow on the Alaska coast before returning to the
Mackenzie Delta. Rowley, who accompanied Pullen on the latter leg of the
journey, recalled how:

On our way back from Point Barrow we had stopped at Prudhoe Bay,

then a small drilling camp. I believe it was the day when the discovery of
the immense oil and gas field there became common knowledge. The

% Graham Rowley, “Captain T.C. Pullen, RCN: Polar Navigator,” 7he Northern
Mariner?2 (April 1992), 38.

% Pullen, “Canada and Future Shipping Operations in the Arctic,” 10.

% See, for example, W.W. Nassichuk, “Forty Years of Northern Non-Renewable Natural
Resource Development,” Arctic 40, no.4 (1987), 275.

 We hope that excerpts from these reports, coupled with the regular diary that he kept on
each voyage, will be the subject of a companion DCASS volume at a later date.
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activity at the camp, where we had difficulty finding anyone awake, must
have contrasted strongly with that on the world’s stock exchanges, where

the value of the shares of the companies involved was increasing by

hundreds of millions of dollars the same afternoon.®®

Pullen and the Manhattan Voyage, 1969
The unprecedented discovery of oil at Prudhoe Bay on Alaska’s North

Slope in December 1967 ultimately led to Pullen’s next Arctic assignment.
Should the oil be transported from the Arctic to the U.S. east coast by a
pipeline or ship? The trans-Alaska pipeline was under development, but
Humble Oil, a subsidiary of Standard Oil (now Exxon), chose to explore the
feasibility of having commercial tankers deliver the Alaskan crude through the
fabled Northwest Passage. The proposed route was round-trip from Halifax,
Nova Scotia to the Chukchi Sea and back again. This was no ordinary transit;
as National Geographic reporter Bern Keating (who sailed aboard the ship)
contended, this was “possibly the largest gamble of any commercial enterprise
in history.”® No regular tanker could make the journey. To attempt such a
feat, the project required ship modifications to create an icebreaker-
oceanographic ship capable of a Northwest Passage transit, an appreciation of
competing interpretations of sovereignty and transit rights in the region, and
the best Arctic captains to lead the way.

Pullen noted that “until the Manhartan appeared on the scene, the
largest ship to sail around the top of America had been the [CCGS John A.]
Macdonald displacing 9,000 tons.” By contrast, the tanker displaced 155,000
tons. The Manhattan was 1,005 feet long and 150 feet wide, with a draft of
55 feet, making it “truly a remarkable ship and unquestionably the world’s

finest icebreaker” in Pullen’s opinion.”’ The plan for the test run was to fill six

o8 “Captain T.C. Pullen, R.C.N.,” draft biographical sketch by Graham Rowley, DHH
99/36, box 35, file 10.

% Bern Keating, The Northwest Passage (Chicago: Rand McNally and Company, 1970),
140.

7% Pullen, “S.S. Manhattan’s Northwest Passage Voyage.” The spelling of the Johnny Mac
differs among sources: Coen spells it MacDonald, while Pullen, Keating, and the
Canadian Coast Guard spell it Macdonald.
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inner tanks with oil, surrounded by 39 tanks filled with sea water.”

The Northwest Passage courses 2,850 nautical miles from the Bering Sea
to Greenland, through the waters of the USA, Canada and Greenland. The
status of the 1200 nautical miles in the Canadian Arctic are the source of
competing legal positions between the United States and Canada. In May
1969, Prime Minister Pierre Elliott Trudeau stated in Parliament that the
waters were “internal waters over which Canada has full sovereignty,” but no
legislation was introduced to formalize this position. The Americans, by
contrast, considered the entire Passage as an international strait, which means
that ships or submarines have the right to transit the various straits running
through Canada’s Arctic Archipelago because they connect one part of the
high seas with another.”” The impending voyage of the Manhattan thrust
these differing legal positions, which both countries had quietly managed
through diplomatic channels, into public debate.”

The S.S. Manhattan, the largest ship of its day, was specifically modified

"' T.C. Pullen, “What Price Canadian Sovereignty?” U.S. Naval Institute Proceedings 113
(September 1987): 71.

7 An international strait is a body of water that connects the high seas and is used for
international navigation. How useful it is for international transit (or potentially useful) is
the crux of the debate over the Northwest Passage. See International Court of Justice
Corfu Channel case (1949) and Richard Grunawalt, “United States Policy on
International Straits” in Ocean Development and International Law 18, no.4 (1987): 445-
458 for context. In 1969, the right of transit passage did not yet exist (that came with the
1982 Law of the Sea Convention). In 1963 Canada extended its 3 nautical mile territorial
sea to 12 nautical miles, but it did not include the Arctic in that new delineation. At the
time of Manhatran’s transit, the Arctic territorial sea was still 3 nautical miles wide. For a
masterful overview, see Donat Pharand, Canada’s Arctic Waters in International Law
(Cambridge: Cambridge University, 1988).

73 There is an extensive literature on this topic. See, for example, Thomas M. Tynan,
“Canadian-American Relations in the Arctic: The Effect of Environmental Influences
upon Territorial Claims,” The Review of Politics 41, no.3 (July 1979): 402-427; John
Kirton and Don Munton, “The Manhattan Voyages and Their Aftermath,” in Politics of
the Northwest Passage, ed. Franklyn Griffiths (Montreal and Kingston: McGill-Queen’s
University Press, 1987), 67-97; P. Whitney Lackenbauer and Paul Kikkert, eds. 7he
Canadian Forces and Arctic Sovereignty: Debating Roles, Interests and Requirements,
1968-1974 (Waterloo: Laurier Centre for Military Strategic and Disarmament Studies,
2009); and Ted McDorman, Sa/t Water Neighbors: International Ocean Law Relations
between the United States and Canada (Oxford: Oxford University Press, 2009).

XXvi



Introduction

to possess ice-breaking capabilities for service in the Arctic, where multi-year
ice can slice through steel and sink even the largest of ships. In order to
convert the tanker in time for a mid-summer test (which was missed
nonetheless by two months), it was cut into four parts and simultaneous
construction was parceled out to four different U.S. shipyards.”* Manhattan’s
“original bow was cut off and replaced by an ice breaking version,” Pullen and
AH.G. Storrs explained, “which achieves its purpose by breaking ice
downwards as opposed to ... ploughing the ice up and thrusting it aside.”
The ship’s original hull was made of mild steel, but a high tensile steel “ice
belt” provided extra strength “in the event that she might become crushed in
the ice,” as well as “internal stiffening for the wing tanks .... [and] a double
skin around the engine room and the boiler room.” The 10,000 tons of
additional steel converted Manhartan into “an ice-breaking tanker.””

Humble Oil, a privately-owned company, “consulted closely with
Canadian officials, seeking advice and requesting that a Canadian icebreaker
accompany Manhattan,” Pullen noted. “Canada agreed and gave the voyage
full concurrence and support.””® Importantly for Canada, Humble Oil’s
request for Canadian cooperation implied acknowledgment that the Passage
cut through Canadian waters. Its instructions for the voyage also stated that if
the ship entered Canada’s territorial waters, “such an event is regarded as a
normal part of the whole operation which has the concurrence and support of
the Canadian Government.””” As part of its support, the Canadian
government appointed Pullen as its official representative aboard the ship—as

the “on scene” representative of Transport Canada’s Director of Marine

7 Captain T.C. Pullen, “S.S. Manhattan’s Northwest Passage Voyage—Observations by
Canada’s Representative,” The Empire Club of Canada Addresses (Toronto: Empire
Club), 12 February 1970, 260-272. Available online at
http://speeches.empireclub.org/61281/data.

7> A.H.G. Storrs and T.C. Pullen, “S.S. Manhartan in Arctic Waters,” Canadian
Geographic Journal 80, no.5 (1970): 171.

76 Pullen, “What Price Canadian Sovereignty?,” 71. See also “Memorandum: Letter of
Instruction ro Captain T.C. Pullen from Admiral A.H.G. Storrs, Director of Maritime
Operations, Department of Transport to Captain T.C. Pullen, 11 July 1969,” Pullen

Papers, Hudson’s Bay Company Archives, Winnipeg, Manitoba, reprinted in this volume.
77 Letter of Instruction to Pullen from Storrs, 11 July 1969.
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Operations. In practice, Pullen also acted as the link between the tanker and
the Canadian icebreaker, “and as ice adviser to the Manhattan’s master.””® In
return for his professional services, the oil industry promised to share data
with the Canadian government on ice and ship performance collected during
the voyage.”

The third requirement for this venture — that the most competent Arctic
officers be at the helm of the ship — also made Pullen a natural leading actor.
Known in some circles as “Mr. Arctic,”® journalist Bern Keating noted that
Pullen was “possibly the most experienced ice officer still active in the non-
Communist world.”®" Pullen joined ship Master Captain Roger Steward and
Staff Captains Don Graham and Arthur Smith on the Manhartan's bridge,
but he was initially unsure of what his role as “official observer” actually
entailed—as no one had bothered to specifically define it.”” Even the
Canadian government admitted that “the matter of command relationships
... poses a problem .... [and] it is impossible to give helpful direction as to
how such a situation should best be handled.”® It soon became clear that
adherence to protocol, and respect for Canadians, by the ship’s captains and
crew reigned supreme.®*

“Day One of the long-awaited Arctic Tanker Test for Canada’s official
representative. The first day of how many, I wonder?” So wrote Pullen in his
diary on 28 August 1969, after Manhartan arrived from Chester,
Pennsylvania.*” Despite missing a chance for an Arctic trial in mid-summer,
Pullen was ready to be “well and truly on our way.”* After stopping in

Halifax, Nova Scotia and Thule, Greenland, the tanker entered the Passage at

78 Letter of Instruction to Pullen from Storrs, 11 July 1969.

7 Pullen, “What Price Canadian Sovereignty?,” 71.

% Ross Coen, Breaking Ice for Arctic Oil: The Epic Voyage of the SS Manhattan through
the Northwest Passage (Anchorage: University of Alaska Press, 2012), 85

*! Keating, Northwest Passage, 145.

82 Coen, Breaking Ice for Arctic Oil, 98-99

% Letter of Instruction to Pullen from Storrs, 11 July 1969.

8 Coen, Breaking Ice for Arctic Oil, 105-106

8 Capt. T.C. Pullen, RCN, “Personal Record,” 28 August 1969, Pullen Papers, Hudson’s
Bay Company Archives, E 346/8/1 vol. 1, Winnipeg, Manitoba.

% Captain T.C. Pullen “Personal Record” 28 August 1969, Pullen Papers, Hudson’s Bay
Company Archives, E 346/8/1 vol.1, Winnipeg, Manitoba.
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the beginning of September—“the easiest time of the year for ice
navigation.”® The whole purpose of the Manhatran venture was to test the
ship’s performance in difficult conditions, and the transit brought many
challenges: encounters with second year and multi-year ice, difficulties with
“pancake ice .... [whose] sticky consistency clung to the ship’s side

[producing] a mountain of gelatinous slush”® that stopped the ship
completely, and “stern power ... so limited that she couldn’t back off far
enough so that she could get a really good rush at the ice when she went
ahead again.”® In a subsequent speech to the Empire Club in Toronto,

Pullen put the significance of the Arctic Tanker Test into focus:

Altogether the Manhattan became stopped by ice on 25 occasions,
requiring assistance from an icebreaker to free her by loosening the
accumulated ice around her stern and quarters. But, and I am bound to
emphasize, on many occasions the tanker sought the worst ice conditions
for test purposes and in the process quite intentionally got herself stuck.
These were planned forays, not misadventures, though this may irk those
who, for secret reasons of their own, wanted the project to fail.
Achievement of [transiting] the Northwest Passage as such was incidental
to Humble’s purpose. But this more than anything else was what caught
the public’s imagination. Manhartan was, and is, a test vehicle. The
object of the exercise was to carry out tests in Arctic ice to achieve a
figure of merit for her in various types of ice. The data thus obtained will
be extrapolated to provide the characteristics of the ultimate tanker for
the trade capable of defeating the ice. Whether or not Manbhartan got
into difficulties, by accident or design, was otherwise not meaningful.”

The Canadians dispatched the icebreaker JohAn A. Macdonald
(affectionately called the “Johnny Mac”) to accompany Manhattan on the
voyage, both to “wave the Canadian flag” and to guide the tanker through the
ice and break a path as needed.” Ably captained by ice-breaking veteran

Captain Paul Fournier, the two ships met in Davis Strait on 31 August and

¥ Pullen, “S.S. Manhattan’s Northwest Passage Voyage.”
8 Storrs and Pullen, “Manhattan”, 176-177.

8 Storrs and Pullen, “Manhattan”, 174.

? Pullen, “S.S. Manhattan’s Northwest Passage Voyage.”
7 Coen, Breaking Ice for Arctic Oil, 82.
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became “inseparable companion([s] for the next ten weeks.””* Manhartan and
Macdonald pushed westward, successfully tackling increasingly heavy ice until
9 September when they sailed into Viscount Melville Sound and became
complete stuck. On various occasions during the transit, Captain Steward
asked Pullen to request help from the Macdonald (a protocol established in
Storrs’ Memo to Pullen before the voyage), which he did and which Fournier
promptly — and successfully — provided. But neither ship could get through
McClure Strait, so the decision was made to take the less ice-infested Prince
of Wales Strait.

Manhattan’s east-west transit was completed on 20 September when she
reached Point Barrow, Alaska.” There, a single barrel of crude oil was loaded
in Prudhoe Bay the day before for ship embarked on its return trip to New
York. Continuing with her icebreaker-oceanographic tasks during the return
transit, Manhattan arrived in New York on 12 November; she had completed
her “nearly 12,000 miles in 80 days and made history with the process.””*

Impressed by the performance of the Manhattan and its crew, as well as
the synergy between the behemoth and the workhorse accomplishments of
the Johnny Mac, Pullen proclaimed the great pride he saw in the “unbeatable
team” of the two ships. When he heard that Humble Oil and the Manhattan
personnel held the Canadian icebreaker crew “in the very highest regard,” he

“bathed in the reflected glory of their achievements and I confess I enjoyed it

2 Coen, Breaking Ice for Arctic Oil, 82.

% For historical context, this was exactly two months after Neil Armstrong had first
walked on the moon.

* Pullen, “S.S. Manhattan’s Northwest Passage Voyage.” Technically, according to
Professor Lawson Brigham, Manhattan did not transit the whole Passage, as the ship’s
western-most point was the Beaufort Sea, not the Pacific Ocean. See Coen, Breaking Ice
for Arctic Ofl, viii. But such technicality is rarely noted, and Coen’s statement that
“Amundsen Gulf, whose waters marked the end of the Northwest Passage” is more
common (Breaking Ice for Arctic Oil, 127). Humble Oil spoke of Amundsen Gulf as the
terminus of a complete voyage. See Humble Oil and Refining Company Media Relations,
10 November 1969. Pullen’s own works spoke of “completing the passage in both
directions in a single season with the icebreakers John. A. Macdonald and Northwind’
and listed it among all other full transits in his “Report to The Canadian Hydrographic
Service Marine Sciences Branch, Department of Energy, Mines and Resources” in March
1970 (reprinted in this volume).
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immensely.””

From this enviable vantage point as the Canadian representative and ice
advisor, Pullen saw history in the making—and sought to set the record
straight about this controversial voyage. It was not just the Arctic elements
that had presented challenges. An uproar in Canada over perceived American
challenges to Canadian sovereignty created political obstacles and ill will in
some Canadian nationalist circles—even though Canada had not officially
claimed the waters of the Passage as internal waters in 1969 and the Trudeau
government had officially “welcomed the Manhattan exercise, has concurred
in it and will participate in it.”” On the American side, Pullen did not see
any nefarious motives underlying the U.S. government’s support for the
voyage. In his view, Canada was well-represented on a transit conducted by
private enterprise, was instrumental to its successful transit, and had received
valuable information from the ship that fostered a better understanding of
waters that Canada saw as its own.

Pullen also noted the synergy of the voyage: Canada made the voyage
possible, and the Americans gave the Canadians a “free ride” in facilitating
“resource development” while proving that “the Northwest Passage is not

invincible to commercial ships.”97 Ultimately, he noted that

Canadians can take pleasure in the knowledge that, without the help of
the Macdonald, the Manhartan would never have made it. It’s true.
What is also true is that the Macdonald would never have made it
without the tanker to blast a track through the really heavy ice. So
Americans, too, can take pleasure. It was a classic example of

98
teamwork.

Pullen was aware and interested in sovereignty and environmental issues,
but he felt both were overblown during the Manhattan transit. Dismayed by
“the considerable measure of acrimony and uproar” over the Manhattan
voyage, he asserted that “most critics, although no doubt well meaning and

sincere, simply don’t know what they’re talking about. I have been astonished

% Pullen, “S.S. Manhattan’s Northwest Passage Voyage.”
% Canada, House of Commons Debates, 15 May 1969, Vol. 8, 8720.
7 Pullen, “S.S. Manhattan’s Northwest Passage Voyage.”
% Pullen, “S.S. Manhattan’s Northwest Passage Voyage.”

XXXi



Caprain T.C. Pullen’s Personal Records of Arctic Voyages, vol. 1

to hear and read a stream of opinions on this and related Arctic topics from
people who know nothing about the subject.” In his important Empire Club
address delivered in February 1970, Pullen informed Canadians about

sovereignty, protocols, customs, and courtesies:

Much has been made of the fact that Manhatran did not fly the
Canadian flag during her voyage. Here was another instance where a
splendid blend of emotion and ignorance affected some people whose
patriotism outstripped their knowledge of ships and the sea. I received a
telegram onboard the tanker from a politician asking me to fly the
Canadian flag while the ship was in, quote "Canadian Arctic waters"
unquote—whatever that may mean. This telegram went on to tell me
that we had enough flag trouble without American interference.
Politicians surely have an obligation to instruct themselves thoroughly on
matters which catch their interest and which they intend to air. Foreign
ships are under no obligation to fly a Canadian flag and the fact they do
so when entering or leaving, or while in a Canadian port is purely a
matter of custom and courtesy. It is a well established custom but there is
no binding requirement to do so. The only occasions when Manhartan
flew our flag was when she lay off Sachs Harbour on Banks Island and at
that she was five miles off the beach because of her great draft.

Incidentally this prompted a plaintive message from the Eskimo mayor
of that little community to the effect that he had a very good harbour
available for our use if we wanted. Captain Steward sent back a message
that he had to stay where he was because “his kyack was bigger than their
kyacks.” Some kyack!”’

To counter what he saw as misinformed nationalism, Pullen explained
that the Manhattan’s master had been “meticulous in matters of protocol, and
flew the Canadian flag as appropriate. The sponsors ... did their best to
offend no one” and “unfavorable Canadian press reports greatly surprised the
Manhattar’s crew”—and Pullen himself. To the Canadian government, he
admonished that practicality needed to trump abstraction. “Bickering and
acrimony will not resolve the dispute over the status of the passage,” he
insisted, and Canada needed a polar icebreaker to operate in a region
increasingly transited by foreign submarines — both friend and foe. Without

the means “to respond swiftly to the emergency that will inevitably arise

? Pullen, “S.S. Manhattan’s Northwest Passage Voyage.”
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somewhere in the far reaches of the Arctic,”'® Canada’s Arctic sovereignty
would “be exposed for what it is — meaningless.”"""

Pullen also addressed concerns about potential pollution from oil spills.
“Heavy seas cannot build up in the Arcric and the risk of a ship breaking up
and losing her entire cargo of oil, as in the case of the Torrey Canyon, is nil,”
he noted.'”” Manhattan had hit a rock-hard ice-floe in Lancaster Sound which
tore a hole in the “mild steel portion of the old hull,” but there was no
damage anywhere to the high-tensile steel."” He noted that this damage was
far removed from the six barrels of oil in the center of the ship, and the only
water to leak from the breach was ballast. Furthermore, there was no
conspiracy to hide the hole in the hull, as some commentators alleged.' If
there was an environmental threat during the transit, it was posed by the
accompanying Canadian icebreakers, “which were more likely to spill fuel oil
in the event their hulls had ruptured.”'” In his assessment, Manhattan “was
over-engineered for the job and that no matter how roughly she was handled
in the ice the risk of pollution from ice-inflicted damage was nil. The risk ...
is from striking an uncharted rock or shoal.” Charting needed to be upgraded,

not the ship, to avoid oil spills.'” Future shipping requirements would not

19 pyllen, “What Price Canadian Sovereignty?,” 71

' T.C. Pullen, "Why we need the Polar 8," Canadian Geographic 57, no. 2 (April-May
1987), 84. See also Pullen, “What Price Canadian Sovereignty?” and “That Polar Ice-
breaker,” Northern Perspectives 14, no.4 (1986), available online at
http://www.carc.org/pubs/v14no4/5.htm.

' Pullen, post-voyage “Report to the Canadian Hydrographic Service.” The Torrey
Canyon was an oil supertanker that ran aground on a reef between the Cornwall coast of
southern England and the Scilly Isles in March 1967, spilling over 119,000 tons of crude
oil into the sea and devastating both sea and coast, wildlife and coastal livelihoods.

1% Storrs and Pullen, “SS Manhattan in Arctic Waters,” 179. On the hole, which was
described as “big enough to drive a truck through” when discovered in the port of Halifax,
see Coen, Breaking Ice for Arctic Oil, 153.

1% This public denial of a conspiracy ( for example, Pullen, “Empire Club” 1970 speech) is
contradicted in his 1970 Report to the Director of Marine Operations, where Pullen
noted that Humble Oil’s policy of secrecy included the damage to the ship. Pullen,
“Report on the Arctic Tanker Test (S.S. Manhattan) August-November 1969,” 13 January
1970.

1% Pullen, review of Franklyn Griffiths, The Politics of Northwest Passage in Canadian
Geographic (Feb/March 1988), 74.

1% Pullen, post-voyage “Report to the Canadian Hydrographic Service.”
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only require “very high standards of strength and quality”'”” (high-tensile steel
ships), but the assurance of “much more than ‘run of the mill’ professional
competence from ship’s officers.”'”®

The documents included in this volume present both the day-to-day
account of Manhattar’s transit and the post-voyage assessments. While Pullen
was always the consummate professional, the juxtaposition of these different
sources — his personal record and formal reports — makes for a fuller picture of
the man and the expedition. His diary recounts daily developments as the
transit unfolded; there is no lack of awe of Manhartan’s power and palatable
suspense as the behemoth sought out challenges during the test voyages.
There is similarly no lack of pride in Canadian contributions to the venture,
specifically in terms of teamwork and expertise. As Pullen proudly noted on
27 October when the ships reached Beechey Island (“this most famous of all
Arctic meeting places”), those who sailed on Manhattan and her “indomitable
icebreaker escort” CCGS Macdonald had taken “part in a magnificent
achievement.”'” His official “Report to the Canadian Hydrographic Service”
and his “Report on the Arctic Tanker Test” for the Department of Transport
were written with the benefit of hindsight and offered a more detached
assessment. The former is a comprehensive, summative narrative laid out
topically for reference and potential future plans. In the latter, Pullen
delivered a thorough report of the ship’s challenges and accomplishments, as
well as sober recommendations for future ships that might transport oil

through the Northwest Passage.

“What Price Canadian Sovereignty?” Pullen’s Reflections on
Arctic Sovereignty

As the years passed, and the cycle of “the-more-things-change-the-more-
they-stay-the-same” continued, Pullen’s tone became increasingly impatient.
“Canadians should be pre-eminent” in their Arctic waters, given that “we

possess the operational experience and the ship design capability,” he asserted

"7 Pullen, “S.S. Manhattan’s Northwest Passage Voyage.”
'% Pullen, “S.S. Manhattan’s Northwest Passage Voyage.”
199 Pullen, “Personal record,” 27 October 1969.
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in a 1973 article, simultaneously emphasizing that “time is no longer on our
side .... We have now no naval arctic capability whatsoever” and “Canada
simply must start looking to her maritime responsibilities in the far north.”
The Arctic Waters Pollution Prevention Act (AWPPA), introduced by the
Canadian government in 1971, was an empty law without an enforcement

mechanism."°

He painted a sorry picture of “the unenviable and
embarrassing position of calling on the ... U.S. Coast Guard icebreakers for
assistance” to help a ship in distress in waters that Canada claimed as its
own.""" Canada’s “dolorous record in maritime affairs” was an
embarrassment, and he prodded the government to take action. “Having
defaulted on our general maritime responsibilities ... [and continuing] a
similar path in respect to the exercise of effective control over our arctic
waters,” he alleged that Canada seemed “determined to abdicate again our
maritime responsibilities.”''* He wanted action, not simple rhetorical displays
extolling the importance of “sovereignty.”

After the Manhattan voyages, Rowley noted, “Pullen found his services as
a consultant on marine operations in high demand as companies began to
assess the shipping dimensions of large-scale resource development projects.
His expertise made him a highly-coveted consultant on icebreaker operations,
arctic towing, convoying in ice, arctic hydrography and oceanography.” He
extended his experience to Alaska waters by advising the Lost River Mining
Corporation on a potential port to handle ore at a site on the Seward
Peninsula, joining the US Coast Guard icebreaker Glacier for a mid-winter
survey of ice conditions in the Bering Sea in 1971. “In subsequent years he
undertook the duties of Ice Master in ships engaged in a number of
interesting and often pioneering voyages,” Rowley noted. These included the
M/S Gothic Wasa, which became the first ship to load lead/zinc ore
concentrates at the Nanisivik mine on northern Baffin Island in 1977;
conducting a reconnaissance of uncharted waters in Prince Albert Sound

onboard CCGS Sir John Franklin in 1979 in support of the Polar Gas

"% Pullen, “Canada and Future Shipping Operations,” 9, 13.

"UT.C. Pullen, “In the Wake of the Manhattan,” Canadian Shipping and Marine
Engineering (1970), 16.

"2 Pullen, “Canada and Future Shipping Operations,” 8, 13.
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Project; and assisting CCGS J.E. Bernier which ran track soundings for
potential beach landing sites in Minto Inlet and Prince Albert Sound the
following summer.'" Pullen ultimately produced more than fifty reports and
papers for clients on Arctic issues (see Appendix B), as well as serving as an
expert witness in litigation involving the mishandling of ships at sea and
testifying before Canadian parliamentary committees on Arctic marine issues.

His work also led to active involvement in the introduction of cruise
tourism to the North American High Arctic. In 1984, Lindblad Travel, a
New York agency, organized and conducted the first tourist cruise through
the Northwest Passage in the Canadian Arctic. Captain Pullen participated in
planning the expedition and also served as Ice Master and lecturer as the ice-

114

strengthened passenger ship M/S Lindblad Explorer ™™ transited the
Northwest Passage on its voyage from St. John’s, Newfoundland to
Yokohama, Japan. With 98 passengers aboard, the cruise ship traversed the
Passage in 23 days, representing only the thirty-third time a vessel completed
a full passage and the first time that the Northwest Passage was used as a
route to Asia. Other companies sought to capitalize on this demonstration of
feasibility, but only two crossings succeeded during the next four years.'”
Fitting this pattern, Pullen was onboard the cruise ship M/V  World

Discoverer during its unsuccessful attempt to transit the Passage from east to
west in 1986.

"% Rowley, “Captain T.C. Pullen: Polar Navigator,” 44; Department of Fisheries and
Oceans, Report of the Institute of Ocean Sciences 1980 (Sidney, BC: Institute of Ocean
Sciences, Patricia Bay, 1981), 14; and T.C. Pullen, “A 3000-mile Arctic Towing
Odyssey,” Canadian Geographic 51, no.6 (1981-82): 16-23.

" The Lindblad Explorer, built in 1969 and known as “the little red ship,” was the first
vessel specifically designed and built for cruise tourism in the polar regions. She earned
“an esteemed reputation in the niche polar travel sector” before becoming the first cruise
ship to sink in polar waters when off the coast of the Antarctic Peninsula in 2007. All
onboard were safely evacuated. See Emma J. Stewart and Diane Draper, “The sinking of
the MS Explorer. Implications for Cruise Tourism in Arctic Canada,” Arctic 61, no. 2
(2008), 224.

5], Marsh and S. Staple, “Cruise Tourism in the Canadian Arctic and its Implications,”
in Polar rourism: Tourism and the Arctic and Antarctic regions, eds. C.M. Hall and M.E.
Johnston (Chichester: John Wiley and Sons, 1995), 63—72. See also C.S. Jones, “Arctic
ship tourism: An industry in adolescence,” The Northern Raven 13, no.1 (1999): 28-31.

XXXVi



Introduction

“I'm hooked on the Arctic,” Pullen admitted to a journalist in 1984.
“It’s a part of Canada few people know well, and it is a challenge. It does exert

»16 At the same time, he was the

a fascination. I'm having so much fun.
consummate professional. “While he displayed a broad knowledge of the
Arctic and a genial personality, Pullen’s role called for considerable tact, as he
had to give captains the often unwelcome warning that they were pushing
their luck in the pack ice,” an obituary later noted. “He was obliged, too, to
take a strong line with stout American tourists who started behaving like
children when they approached icebergs in small boats.” '/

Taking a hard line with misbehaving American tourists, however, did
not mean adopting a similar line with the US Government. Pullen’s writings
and speeches reveal a clear-eyed, unsentimental, and pragmatic view of
sharing the continent with a superpower. He touted Canada’s long history of
cooperation with the United States Navy and Coast Guard, and harboured
disdain for politicians who sought to whip up Canadian nationalism based on
simplistic anti-Americanism that preyed on popular Canadian ignorance
about Arctic issues. Rather than casting the Americans as an existential threat
to Canadian sovereignty, Pullen was a tireless critic of Ottawa’s unwillingness
to invest in capabilities that would allow Canada to exercise control over its
Arctic areas.

In Pullen’s view, the Canadian government’s decision to not accompany
the US Coast Guard icebreaker Polar Sea through the Northwest Passage in
1985 — a transit that again triggered a tsunami of reactions in Canadian
nationalist circles — did not represent an American violation of Canada’s
Arctic, but symbolized Canada’s inability “to exercise ... full sovereignty in
and over the waters of the Arctic archipelago.””'”® In response to the

impassioned public response, the Mulroney government announced that

16 Maclellan, “Pullen of the Arctic,” 26.

"7 Captain Tom Pullen obit, Daily Telegraph [London].

8 Pyllen, “That Polar Ice-breaker,” quoting Joe Clark’s House of Commons statement on
10 September 1985. The Polar Sea voyage, undertaken for reasonable operational reasons
relating to the resupply of the American base at Thule, Greenland, launched another
Canadian “crisis” over the Northwest Passage. The Americans refused to seck official
permission from Canada prior to making the transit, recognizing that this would prejudice
their own legal position.
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Canada was officially implementing straight baselines around the Arctic
Archipelago effective 1 January 1986, thus claiming full sovereignty over the
Northwest Passage as “historic, internal waters.” Concurrently, it outlined an
aggressive plan to exercise control over its waters and assert its Arctic
sovereignty, including a “Polar 8” icebreaker, new maritime patrol aircraft, a
new northern training centre, improved northern airfields, a dozen nuclear-
powered submarines, and a fixed sonar detection system at the entrances to
the Passage.'"”

Pullen leapt into the debate, offering blunt analysis about what he saw as
the real, practical imperatives of sovereignty. In his landmark 1987 article
pondering the “price” of Canadian sovereignty, Pullen observed that:

What in former times were simply matters of concern between
governments now routinely become public controversies, with the public
more agitated than informed thanks to sensational media coverage. The
Arctic is an issue guaranteed to agitate Canada nowadays, and
[Canadians] particularly resent encroachments, whether real or
perceived—especially in the so-called Northwest Passage. The villain of
the piece ought to be the Soviet Union, with its surreptitious use of our
straits and sounds [by submarines]; but no, Canadians focus their
concerns squarely on the United States.'*

He urged Canada and the United States, as “friends, neighbors, and allies,” to
reach an agreement. Ottawa agreed, and opened negotiations with the United
States—a prudent move that, owing to Prime Minister Brian Mulroney’s close
relationship with President Ronald Reagan, yielded the 1988 Arctic
Cooperation Agreement that pragmatically solved the delicate issue of

icebreaker transits.'*!

' See Rob Huebert, “A Northern Foreign Policy: The Politics of Ad Hocery,” in
Diplomatic Departures: The Conservative Era in Canadian Foreign Policy, 1984-93, eds.
Nelson Michaud and Kim Richard Nossal (Vancouver: UBC Press, 2001), 84-99.

120 Pyllen, “What Price Canadian Sovereignty?,” 66.

! By “agreeing to disagree” on the legal status of the Passage, the two countries ultimately
reached “a pragmatic solution based on our special bilateral relationship, our common
interest in cooperating on Arctic matters, and the nature of the area” that did not
prejudice either country’s legal position nor set a precedent for other areas of the world.
David L. Larson, “United States Interests in the Arctic Region,” Ocean Development and
International Law 20 (1989), 183.
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The other component of Pullen’s solution was practical: he vigorously
supported Canada’s plans to build a Polar 8 icebreaker, which would be
capable of year-round Arctic operations. “One compelling reason for building
such a powerful ship is that Canada needs the means to respond swiftly to the
emergency that will inevitably arise somewhere in the far reaches of the
Arctic,” he argued. “If a foreign submarine were in distress, for example, and
we had no ship to send to her rescue, Canada’s Arctic sovereignty would be
exposed as meaningless.”'”” Having an icebreaker capable of maintaining
headway at three knots through hard, level ice up to eight feet thick would
provide Canada with “unequalled flexibility” and “a matchless arctic
presence,” and allow the country to assert “effective command and control
over a wide area” of the Arctic. “This is what sovereignty is about, not, as
some seem to imagine, the assumption that the Polar 8 will park in the ice,
hoist a large Canadian flag, and conduct non-stop cribbage tournaments,” he
vented in an obvious critique of Canadian commentators who falsely equated
sovereignty with superficial symbolism.'”’

In his final years, Pullen remained an active supporter of Arctic cruise
tourism, satiating his passion for the region and for adventure. In 1988, at the
age of 70, he served as ice master for the successful Northwest Passage voyage
by the ice-strengthened expedition ship M/V Society Explorer, which cruised
from Dutch Harbour, Alaska, to Narsarsuaq, Greenland, via Provideniyeh in
Eastern Siberia. He considered this west-to-east transit to be his most
successful, serving as a fitting capstone on his career. The following year,
Pullen joined the cruise ship World Discoverer from Iceland to the Eastern
Canadian Arctic, and then from Greenland to Churchill, Manitoba. He made
plans to transit the Northeast Passage or Northern Sea Route, running north
of the Soviet Union, in 1990, in hopes of checking yet another item off his
“bucket list” of desired experiences.'** Unfortunately, ill health prevented him

from realizing this final dream.

122 Pullen, “What Price Canadian Sovereignty?,” 71-72.

' T.C. Pullen, “Why we need the Polar 8,” Canadian Geographic 57, no.2 (1987): 85-
86.

124 Rowley, “Captain T.C. Pullen, RCN,” 46.
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Honours and Achievements

“Pullen of the Arctic” died of cancer on 3 August 1990 in Ottawa at the
age of 72. Recognized as one of the world’s foremost authorities on the
Arctic, he “did more in Arctic navigation than any individual in North
America” according to historian and retired naval commander Tony
German.'” Of all of Pullen’s remarkable achievements, he identified several
as holding particular significance:

e The double transits in one season of that enormous 155, 000 ton
icebreaker Manhattan

e The successful tow, from the St Lawrence to the high Arctic, of the
12,000 ton process barge in the face of so many critics who were
determined it could not be done

e The completion of four Northwest Passage transits

e Circumnavigation of Baffin Island including the navigation of Fury
& Hecla Strait, late in the season, and totally unaided.'?

Pullen’s distinguished contributions earned him specific Canadian
accolades, affirming the national importance of his leadership and expertise.
On 25 June 1984, Pullen was appointed officer of the Order of Canada, his
citation reading: “Known as ‘Pullen of the Arctic,” Captain Thomas Charles
Pullen accumulated a prestigious record of Arctic achievements during his
career in the RCN. Since his retirement he has gone on to a second career as
one of North America’s foremost authorities on Arctic navigation and ice
breaking.”'”” Earlier that year, Pullen had received the Royal Canadian
Geographical Society’s prestigious Massey Gold Medal “for personal
achievements in contributing to the knowledge of the marine environment

and ice navigation in ice-infested Canadian waters.”'* Similarly, when Royal

12 Mohammed Adam and Alana Kainz, “Pullen of the Arctic,” Ottawa Citizen, August

1990, CI.

126 Pyllen resumé, July 1999, DHH 2004/55, folder 1.

27 Governor General of Canada, “Order of Canada: Thomas C. Pullen,” http://archive.gg.ca/
honours/search-recherche/honours-desc.asp?lang=e& Typel D=orc&id=1376.

'”* Massey Medal awarded in 1984 by the Royal Canadian Geographical Society, “Massey
Medal,” http://www.rcgs.org/awards/massey_medal/previous_winners.asp.
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Roads Military College conferred Pullen with the degree of Doctor of Science
honoris causa in 1985, it highlighted that “Captain Pullen is ranked by the
Geographical Society with [Henry] Larsen and [Roald] Amundsen as one of
the great pathfinders of Arctic seas.... He is often referred to as the western
world’s foremost authority on Arctic navigation and icebreaking, and has
been involved in marine and industrial projects spanning the North from
Greenland waters to the Bering Strait.”'* Soon after his death, Pullen was
awarded the Admirals’ Medal for his “significant contribution to navigation,
exploration, geographical knowledge and the advancement of science in the
Arctic.” The citation explained that he “was noted for applying his rare
expertise and remarkable intellect to problems of Arctic operations and for his
tireless efforts in becoming a leading expert in his field through intensive
study, which was considered to be of extraordinary and special importance to
Canada and to maritime affairs.”"’

It was in his blood—both love of country and a commitment to service:
Captain Thomas C. Pullen’s distinguished naval career was matched by his
ardent support and advocacy for Canada taking its rightful place as an Arctic
power. To Pullen, whose naval career began in 1936, and whose life ended in
the last gasps of the USSR, it was clear that “sovereignty and security are
inseparable” and that cooperation with the United States was the way “to find
a mutually palatable solution to the issues of Arctic sovereignty and North
American security.”"”" This point remains relevant in the twenty-first century,
as Canada and the United States — now officially embracing each other as

“premier partners” in Arctic affairs'>” — face opportunities and challenges in a

' Thomas Charles Pullen, OC, CD, RCN (Retd) citation, reprinted in 7he Northern
Mariner?2/2 (April 1992), 28.

' Royal Canadian Navy, “Admirals’ Medal Recipients,” http://www.navy-
marine.forces.gc.ca/en/about/in-depth-admirals-medal-recipients.page. Established in

1985, in conjunction with the 75th anniversary of the Naval Service of Canada, the
Admirals’ Medal is bestowed upon individual Canadians in recognition of their
outstanding achievements in the advancement of maritime affairs in Canada.

! Pullen, “What Price Canadian Sovereignty?,” 66.

> Whitney Lackenbauer and Rob Huebert, "Premier Partners: Canada, the United States
and Arctic Security,” Canadian Foreign Policy Journal 20, no. 3 (2014): 320-333. For
recent developments on this theme, see U.S.-Canada Joint Statement on Climate, Energy,
and Arctic Leadership, 10 March 2016, http://pm.gc.ca/eng/news/2016/03/10/us-canada-
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circumpolar world that is being reshaped by climate change and surging
international interest.

In his writings, Pullen encouraged Canadian decision-makers to look to
the future and anticipate changes—not sit passively and expect that past
apathetic or reactive behaviour, with few follow-through investments in
substantive Arctic maritime capabilities, can suffice. “A lot of key decisions
affecting Arctic development must be made in the coming months and years,”
Pullen anticipated in 1970. “Let’s hope that in Canada ‘dog in the manger’
attitudes on matters such as sovereignty will give way to a bolder spirit which
those who went before bequeathed us. And anyway, in my view, the dog
doesn’t even own the manger. Not all of it.”'> Fifty years later, Canadian
commentators and Arctic experts continue to push Ottawa for a sustained
commitment to the kinds of Arctic sovereignty, security, and safety-related
practices and capabilities that Pullen promoted in his writings and lectures.
Rear-Admiral John Newton, the Commander Maritime Forces Atlantic, has
been a strong advocate for a more robust RCN Arctic presence in light of “the
significant changes being felt in the environment, industry, commerce,
tourism, society and culture.”’ The keels have been laid for the first two
Harry DeWolf-class Arctic Offshore Patrol Vessels, and the new Canadian
Coast Guard icebreaker John G. Diefenbaker, which will be the world’s most
powerful diesel-electric icebreaker (36,000 kW / 48,000 HP), is expected to
join the fleet in 2021-22.

Opver the past decade, the Royal Canadian Navy has resumed the process
of developing a cadre of sailors with Arctic experience to conduct armed sea-
borne surveillance of Canada’s Arctic waters, provide situational awareness,

and cooperate with other partners to “assert and enforce Canadian

joint-statement-climate-energy-and-arctic-leadership; and United States-Canada Joint
Arctic Leaders’ Statement, 20 December 2016,
http://pm.gc.ca/eng/news/2016/12/20/united-states-canada-joint-arctic-leaders-statement.

%3 Captain T. C. Pullen, “S.S. Manhattan’s Northwest Passage Voyage—Observations by
Canada’s Representative,” 12 February 1970, The Empire Club of Canada Speeches
1969-1970 (Toronto, Canada: The Empire Club Foundation, 1970): 260-272.

¥ Newton quoted in Darlene Blakeley, “New ships prepare RCN for Expanded Arctic
Operations,” The Lookout (CFB Esquimalt Navy News), 17 November 2016,
http://www.lookoutnewspaper.com/new-ships-prepare-rcn-expanded-arctic-operations/.
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sovereignty, when and where necessary.'”” In the summer of 2016, for
example, the coastal defence vessel HMCS Moncton patrolled in Hudson
Bay, while HMCS Shawinigan ventured west along the Northwest Passage.
“For several years now our crews have been increasingly busy familiarizing
themselves with Arctic waterways and the communities that struggle with
shifting economies, climate, and human activities,” Newton explained.wé
Developing this human capacity is as important as building the ships, as
Pullen’s distinguished career proves. “Men such as Pullen give a nation its
strongest claims to greatness: the deeds of those who live life greatly in the
service of their country and of all mankind, and who add immensely to our
knowledge of the world we live in,” David Maclellan, the senior editor of
Canadian Geographic magazine, extolled in 1984."” We hope that his
successors — both men and women — will find interesting stories, practical
insights, and inspirational examples of bold leadership and initiative in the

diaries and reports that “Pullen of the Arctic” produced.

P. Whitney Lackenbauer and Elizabeth Elliot-Meisel
Otterville, Ontario, and Omaha, Nebraska
July 2017

' Royal Canadian Navy, “Arctic and Offshore Patrol Ship Project,” http://www.navy-
marine.forces.gc.ca/en/fleet-units/aops-home.page. On recent RCN activities in the Arctic,

see for example, P. Whitney Lackenbauer and Adam Lajeunesse, “The Canadian Armed
Forces in the Arctic: building appropriate capabilities,” Journal of Military and Strategic
Studies 16, no. 4 (2016): 7-66; and Adam Lajeunesse and P. Whitney Lackenbauer, eds.,
Canadian Armed Forces Arctic Operations, 1945-2015: Historical and Contemporary
Lessons Learned (Fredericton: Gregg Centre for War and Society, 2017).

1% Newton quoted in Blakeley, “New ships.”

137 Maclellan, “Pullen of the Arctic,” 33.
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HMCS Labrador — 1956 Arctic Voyage

Pullen’s Personal Record of HMCS Labrador, 1956-57
HBC Archives E 346/8/1

These Volumes are the record of my service in command of Her
Majesty's Canadian Ship Labrador from 13 February 1956 to 4 November
1957. They consist primarily of my Reports of Proceedings and of my
personal record written at the time.'

This appointment, my first as a post-captain, was the most challenging
and interesting one I ever had. HMCS Labrador's accomplishments were of
significance to Canada and the product of all her dedicated and enthusiastic
officers and men. Someday I hope Canadians will learn of her work in our
northern waters on their behalf. This material could serve as a starting point
certainly for the latter half of her career under the White Ensign.

My original Reports of Proceedings were duplicated at the time by a
system which seems to fade out over the years. During 1979 I retyped my
deteriorating copies and in the process improved the punctuation and
smoothed the syntax in certain places. In no way was the meaning altered.”

T.C. Pullen
Ottawa, 30 January 1980

' Editors’ note: We have reproduced Volume 1 — 1956 : Part 1 — pp.1-7 and Part 3 —
pp.17-57; and Volume 2 — 1957, Part 6 — p.76-137.

* Pullen noted that “it is my hope eventually to offer these ‘HMCS Labrador Papers’ to
the Public Archives of Canada” (now the Library and Archives Canada). Instead, he
appears to have deposited most of his papers with the Hudson’s Bay Company Archives in
Winnipeg. The editors have only acquired incomplete excerpts from his diaries, and are
seeking a complete run of them.
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Asiaq, legend says, “is the Eskimo goddess of weather and lives somewhere
out in the ice pack. When the- ice fails to crack in the springtime, the sorcerer
must go to her and pacify her so that she may unloose the warm mountain
winds and rain, break up the ice and send it out to sea.” Photograph of a
print which hung in Labrador's wardroom.
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1956 Diary

13 February, 1956
Halifax, Nova Scotia

At 0900 on this day I assumed command of HMC Ship, relieving Captain
O.C.S. Robertson, GM, RD, CD, RCN, who has been in command since
the ship commissioned in Sorel, P.Q., 8 July, 1954.

Rear Admiral R.E.S. Bidwell received our calls at 1000 and returning my
call at 1100 the following day. During the week I called on Combrax Halifax,
Commodore E.P. Tisdall, Captain D.G. King, Commanding Officer, HMCS
Shearwater and acting/ Commodore H. Quinn, Chief of Staff to Canflaglant.

20 February
Halifax

Today was the first occasion the ship has moved under her own power
with me at the 'throttles’. At 1600 we got under way to proceed to the
Imperoyal Jetty to embark avgas and diesel oil.

Our berth was the south end of Jetties 2 & 3, HMC Dockyard, bows
south. Astern of us were HMCS Huron (Commander R.A. Webber, DSC,
CD, RCN) and HMCS Zroguois (Commander D.L. Hanington, DSC, CD,
RCN) both bows north.

Leaving the jetty was too easy really as by heaving In the head rope and
letting go the remainder of the lines the ship pivoted nicely on the 'cat'. In
came her stem and out went her stern. My first throttle movement was 'astern
starboard’, then 'astern both' and off we went. This ship, being diesel/electric,
is not controlled in the customary fashion but has engine (or motor)
controllers which the captain, or whomever is handling the ship, moves to
make the motors work. Ahead for 'ahead' and astern for 'astern’. One handle
for the port screw, the other for the starboard. The further the handles are
pushed the more rpm is produced at the screws.

The wind was northerly and so once the stern came out the wind assisted
to keep us clear of the destroyers.
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A stately eight knots down harbour towards Imperoyal® where we were to
berth bows north (starboard side to) wind still northerly (and) the tide at the
beginning of the ebb. We rounded to our approach course - a bit cramped -
our 'alongside’ was allright but there is a great deal to learn in the handling of
this 'unorthodox' ship.

After handling destroyers and a frigate the momentum of this ship takes
some getting accustomed to but our berthing at No. 4 Jetty, Imperoyal, was
uneventful. I am assured by all concerned that if one did hit a jetty very hard
it, not the ship, would suffer the damage.

At about 2330 the engineer officer reported that the avgas tank had been
damaged during fuelling and that the cofferdam was partially full of gas, and
that the fumes were very noticeable.

Fuelling was stopped and extra precautions taken. The ship will have to go
to sea to pump out the tank and it appears as though we are going to be
delayed sailing for the Gulf of St. Lawrence.

21 February
Halifax Area

0830 slipped and proceeded to sea where, off Chebucto Head,* gasoline
and water (were) pumped overboard from the damaged tank. A beautiful day,
calm, cold and sunny giving me an opportunity to maneuver the ship clear of
hazards.

Returned to harbour and secured alongside our original berth at No. 2
Jetty at 1340- bows south.

I turned the ship above the bridge and made a dead straight run to my
berth, allowing for a flooding tide. It was a satisfactory alongside and she
really berthed herself. I feel much more confident as a result of this maneuver.

22 February

at Halifax and at sea

HMC Ship sailed at 1400 for our little expedition to the Gulf of St.

Lawrence to carry out oceanographic surveys but as far as I am concerned, the

* A small neighbourhood on the eastern side of Halifax Harbour in the community of
Dartmouth, Nova Scotia.

* A headland on the Chebucto Peninsula located within the community of Duncan's
Cove, Nova Scotia, which forms the southwestern limit of Halifax Harbour.
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real reason is for myself and the new members of the ship's company to get
the feel of the ship and, more particularly, for me to handle the ship in ice.

23 February

at sea

We encountered our first ice in the Cabot Strait at 2245; mostly small
pancake ice in floes of a mile or so in length and half that in width. I also saw
a seal in the distance. The ship, with two engines on the line, advanced
through this (ice) without a tremor.

24 February

at sea

During the middle watch the ship steamed (or is it dieselled?) down the
west coast of Cape Breton, parallelling it, heading for George Bay where Dr
[L.M.] Lauzier, Senior Scientist, wants to collect data on water temperatures,
salinity, etc.

Brash ice’ was encountered at 0410 in considerable quantity and when I
arrived on the bridge, having been informed by my Officer of the Watch
(OOW) that “we were in a little more ice”, I was somewhat irked to find the
ship stopped and said officer busy maneuvering. I am sufficiently new to the
icebreaking world not to be accustomed to officers handling the ship without
so much as by your leave.

Without too much difficulty the ship shouldered her way through and
proceeded. By 0700 we were in quite a heavy ice field, a foot in thickness,
snow-covered, and for several hours I, and my OOW's who are new to the
ship, exercised our skill in shiphandling in ice, all the while heading in the
general direction of George Bay.

Turning the ship over to the Navigator I made Captain's Rounds between
decks at 1045 and was so employed until 1230. The ship, which is very much
cut up and crowded, was not in very good condition, not really clean and
(also) ill-stowed. The Commander has this matter in hand.

> Accumulations of floating ice made up of fragments not more than 2 meters across, the
wreckage of other forms of ice. See NathanielBowditch, American Practical Navigator:
Glossary of Marine Navigation (Springfield, VA: National Geospatial-Intelligence Agency,
2017), 330, https://msi.nga.mil/MSISiteContent/StaticFiles/NAV_PUBS/APN/
Bowditch_Vol_2_LoRes.pdf.
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On returning to the bridge, or Command Position as it is called In this
ship, I found the Navigator cold and grumpy and the ship stuck in the ice.
We were situated midway between Port Hood and Cape George in the
entrance to George Bay. In ‘bay ice’, land-fast, snow-covered, under pressure
though not a great deal, and between two and three feet in thickness with ten
tenths coverage. No water to be seen as far as the horizon.

After relieving Pilot I tried, with four engines on the line, to get the ship
moving but the ice became so sticky and clinging it was like porridge and the
ship would not move. I therefore stopped engines, put them to ten minutes
notice and went below.

The old hands in ZLabrador were heard at breakfast-time to scorn the
excitement of the novices and their non-Arctic ice; such statements as 'minor
league stuff' etc were (reported). But the ship and her experts have never
before worked in this type of ice and it is a melancholy fact that Labrador
became stuck within 130 miles of Halifax.

I decided to get six engines on the line and use the heeling and trimming
tanks to break our way free, as I felt certain we could do relatively easily with
all that power, and also to acquaint myself with the performance of the ship
using these devices. And, finally, to see if they would work, they not having
been used since trials period in 1954. If they prove to be as bad as the Bofors
guns, which likewise haven't been used for the same period, I'm sure they will
not work.

At 1550 under way with four engines on the line, a defect in one delaying
the availability of the other two, and working the heeling and trimming tanks,
the ship started to move ahead. When she stopped because her power was not
enough to keep her moving then she would be put astern and would back
down the slush-filled lane she [had] just made [extending] it further and
further back, Then advancing [again] gaining as much momentum as
possible, hurling herself [ahead] maybe 50 yards, maybe 500, seldom more.
The heeling and trimming tanks work well and were of real assistance,
particularly the former.

At 1700 five engines were in use and at 1725 six engines were on the line.
It then became apparent what real power is - the ship thereafter was only
stopped twice.

When working in ice the ship is controlled from the bridge wings where
the best view of conditions can be obtained. It was bitterly cold, the
temperature 10 degrees F. and the wind westerly at 17 knots. My face became
very chilled and my eyes sore. By 1900 open patches of water were
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commonplace and the ship was clear. Course was shaped for Cape Anguille,
Newfoundland, where we will start our oceanographic work.

This day was a most interesting and instructive one and even our old
stagers had their eyes opened.

25 February

at sea

During this day the ship ran from Cape Anguilla, Newfoundland, across
to the Island of Anticosti stopping at five selected positions to take
oceanographic stations making her landfall at dusk.

We have a gale warning so the plan is to run up between the island and
the north shore to get a lee from the island and also to be ready for further
oceanographic work in this area. The storm is expected to pass to the
south'ard of us.

26 February

at sea

All our plans have had to be modified because of the storm. We altered
course to run northwest up Jacques Cartier Passage to get through the area of
bad weather as quickly as possible. Wind and sea increasing.
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18 June
at Halifax

After 62 days alongside we get under way and high time. Away with the
dockyard mateys and their dirt. We slip at 0900 and back off and the ship
does a 'Mayport', viz., swings (to port) and continues to do so despite the
power of the port screw going ahead and the starboard astern. Clouds of
dense white smoke, witness to the length of time we've been idle, blowing
down the harbour in the strong northerly wind and blinding us from
everything to the south. As the ship wouldn't co-operate, I encouraged the
turn and we spun, finally, through 360 degrees and made for Bedford Basin.
The drift down harbour while endeavouring to turn was much more than this
(accompanying) sketch would indicate:®

A boring session of degaussing, back and forth over the range, twelve times
before 'they' were satisfied. Then anchor trials and capstan trials. The former
allright [sic] but the brake linings burned themselves out to ruin the latter. At

¢ Pullen’s note: Manoeuvring Labrador under any circumstances, could produce skittish
behaviour. Our southward drift while this act of defiance was going on was more than this
sketch indicates despite vigorous use of engines (port ahead, starboard astern). She
continued stubbornly to defy us eventually coming to rest bows north when the desired
heading was south. A twin-screw, centreline rudder, arrangement in a football-shaped ship
will do this and one best be ready for it. It was really a 'not-under-control situation.'

11
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1600, down harbour and to sea. Bill Kidd in Zanark at Jetty 0, with his two
wingers, Fort Erie and Lauzon, failed to pipe me as I passed, in fact were so
slack I couldn't raise any of them by light to give them a blast.

At 1930, after crossing the 100 fathom line, deep-sea anchor trials were
attempted. A fancy great winch, 300 fathoms of three inch wire and a deep-
sea anchor of the Danforth type constituted the equipment. It was quickly
established that the anchor (1,000 pounds) could not have been stowed in a
more inappropriate spot, out of reach of any crane, derrick or davit. After a
great effort it was veered to the bottom with a final total of 225 fathoms of
wire. Labrador lay beam to sea, blowing down-wind at one knot, the anchor
skipped along the bottom and after drifting and dragging for a mile the gear
was recovered. It is too light for a 7,000 ton ship and is of the wrong design.
In mud it may be fine but (on) any other type of bottom it is of little value.
In this case the bottom was gravelly and the flukes did not bite at all. For a
heavy ship I consider the Admiralty Pattern anchor would be more effective.”

19 June
at St Margaret's Bay

Entered the Bay at 0730 anchoring dead in the center at 0800 to calibrate
our UHF and VHF D/F, swing our magnetic compass and use our boats.® A

7 Pullen’s note: The term 'heavy ship' calls for some explanation. My shiphandling
experience was based on destroyers, River and Tribal Class, with displacements of 2,000
tons or so. Compared with those slim, lightly built, ships the egg-shaped 'armoured’
icebreaker was certainty much heavier and at times with a mind of her own.

In retrospect I am not at all sure that an Admiralty Pattern anchor (with the arms and
stock at right angles to each other) was the right answer. A plough type (CQR) might have
been better. Thereafter we never attempted, or needed, to anchor in deep water during my
time.

8 Pullen’s note: Boats. The two motor cutters, fitted with cabins, were 32 feet overall and
sheathed to protect their wooden hulls from ice damage. Intended primarily for
hydrography, they were also equipped with echo-sounders.

Two 36 foot 'Landing Craft (Vehicle/Personnel)' (LCVP) were built of aluminum, fitted
with bow doors and powered by 235 hp diesel engines. Fast, reasonably seaworthy, they
were excellent for our purpose. The 36 foot soundboat, named Pogo by our predecessors,
was a bit of an ugly duckling. Fitted out with a large cabin, she boasted bunks, a galley,
echo-sounder, gyro compass (most useful), radar and radio. Under Lieutenant Norton's
command, and taking one or more other boats under her wing, she could be sent on
detached service releasing me to get on with other work. An inflatable liferaft was kept
instantly ready for if ice punctured her aluminum skin, Pogo would have foundered

12
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clear, good day, ideal for our purposes and much has been accomplished.
Two ice-protected motor cutters, two LCVP's, Pogo, the 36 foot Sound Boat,
all afloat. Much breaking down of engines but now is the time rather than
when on operations.

21 June

to sea

After two peaceful days of settling in, we weighed and proceeded to sea
arriving in Halifax (on) Thursday at 0800 to fuel, 1,000 tons (of) diesel at
Imperoyal securing once again in our berth in HMC Dockyard at 0930,
Friday, 22nd.

22 June
Halifax, N.S.

While we were away a battle raged over us as to whether or not we should
retain our Duty Free privileges. Apparently the Department of Transport
ships to operate in the Canadian Arctic asked for, and were refused, similar
privileges. They said "What about Labradorr Why should she be privileged?
And so HM Customs decreed that all bonded stores were to be landed. Men
and trucks were all ready to be sent to take our stuff. Luckily we were at sea
giving time for those fighting on our behalf (and on the Navy's behalf also) to
appeal such a ridiculous situation, and they succeeded thanks to Captain
Hurcomb in Ottawa, Ian Morrow here, Chief of Staff etc.

A near thing. > We need more emphasis on us being a Navy ship and to
play down the scientific role a trifle.

immediately, there being no watertight sub-division. She more than justified her original
cost.

? Pullen’s note: This was a storm in a teacup but it could have got out of hand. The
civilian-manned Department of Transport ships were trying to make the point that we
were different than other navy ships and this had to be, and was, resisted. Captain Philip
Hurcomb, Judge-Advocate of the Fleet, in Ottawa, and others, were able to square off this
attempt to rock the boat.

It was years before a so-called Canadian Coast Guard was established as a creature of the
Department of Transport but those ships were given the privilege of having liquor on
board and public rooms in which it could be consumed. Before this there was a disgraceful
amount of heavy drinking in cabins, smuggling of Duty Free liquor bought by individuals
during ships visits to Thule, Greenland, for their own use.

13
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After parting from family and friends, and in warm sunshine, I took
Labrador from her berth to sea at 1330. Admiral Bidwell had had lunch with
me and then went ashore to see us off on the jetty. After passing outside
George's Island T closed the Royal Nova Scotia Yacht Squadron breakwater
where I espied three figures there to wave farewell. Betty, Sue and Timmy. A
sad sight to see them grow smaller and smaller as we slipped out of harbour.

After months of activity and preparation the great adventure, for me at
any rate, has started. I wonder what the coming weeks and months will bring?
It is at any rate a relief to be at sea, to be rid of the Dockyard and all its
works, mostly dirty and I suppose necessary. We number all told 240. 21
officers, nine civilians (oceanographers, hydrographers) and 210 men."* Our
course is for Cape Race at 13 knots in perfect conditions.

4 July

at sea

In a deep sleep the Officer of the Watch (Benny Ackerman) calls me
during the middle watch to tell me [there] is a ship ahead 13 1/2 miles
distant. Because it is so far away I roll over and go to sleep. A long time later I
woke up with a start wondering "What of that ship?' Ackerman, in response
to my question, says "What ship?' etc. 'Oh, that ship, It passed down our port
side two miles off a longwhile back." The bloody fool. He forgot to tell me
anything more after the first report. What a watchkeeper he is. I do not like

' Pullen’s note: The Coast Guard operates Labrador with about 65 officers and men. It
seems incredible that we manage to stuff 240 souls into that ship and it says a lot for the
people involved and their acceptance of crowded living conditions. It was my object to
determine whether all these people were really needed and the Commander and I managed
to reduce the number by 40 after that first year. The explanation as to why there should be
such a difference between what the Navy required and what the Coast Guard use now can
be answered by pointing out that many more tasks were carried out under the white
ensign than the simple role now given that ship. For instance Labrador operated, and
maintained, three helicopters, had a full scale operations room set-up, carried out a wide
variety of scientific tasks, engaged in communications intelligence work (ELINT), had
sophisticated worldwide communications capabilities including cyphering and coding.
The ship was equipped with 40 mm Bofors guns which had to be maintained and
manned. But most important, she functioned as a headquarters ship accommodating a
senior officer and staff for the conduct of a number of inter-service, international
operations such as 'Operation Bellot'.

15
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having him on during the silent hours, he knows nothing and has no
experience. I gather he is a good messmate, he's not good at much else."

This afternoon I flew for nearly an hour in one of our two Bell helicopters
with Lieutenant (P) McNeil our new, and senior, pilot. No other ships in
view but fun to watch ZLabrador ploughing along, very wide and squat,
drawing 29 feet for'ard and very nearly 31 feet aft. All (three) aircraft were
aloft and approximately five hours flying put in. Calm sea, warm and sunny. I
wanted to fire the Bofors guns but after much huffing and puffing Ackerman
is obliged to tell me they've got the guns crews all mixed up and the wrong
grease in the gun barrels, so our shoot has to be postponed.

5 July

at sea and at St. John's, Newfoundland

Entered harbour on the dot of 1300. We slipped in without incident but
it was a tight fit. Drawing 30 feet, Merlin Rock being 28 feet below the
surface, we had a clearance at the most critical point of 15 feet cither side.
Once inside I saw that a ship was lying where we thought our berth was, and
had to maneuver towards the other, and shallower, end. Going alongside was

" Pullen’s note: While this is an entry in my personal diary I regret having made it for if
there was fault to be found I should have directed it at myself. The Officer-of-the-Watch
simply obeyed my standing orders by telling me of a ship ahead. It was my responsibility
to get up or ask for further calls. I did not and therefore had only myself to blame for not
being kept informed though if matters had deteriorated I feel sure Ackerman would have
roused me. If I did not like him keeping a routine night watch then it was up to me, no
one else, to change it. Again, I did not.

Ben Ackerman was, and remains, a quiet, delightful person. We have collaborated over the
years since on a number of projects and are good friends. At least I hope he feels that way
for he had a rough time in Labrador at my hands although in reading my entries
concerning him I think they come through rather worse than was actually the case. So 1
like to think.

He was borne for diving duties at which work he was first class. His problem as a
watchkeeper was a product of inexperience and possibly an over-estimation of his abilities
as a watchkeeper. Also, many officers hesitate to call their captains if it may prove to be
unnecessary. This is out of consideration for them and one had always to emphasize that
one would rather be called unnecessarily than too late and be confronted with an
irretrievable situation.

Ackerman was also the ship's gunnery officer and being one myself this made things
difficult for both of us. He seemed to be dogged by bad luck and a staff that to be
charitable appeared to let him down.

16
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a most satisfactory maneuver. In cramped quarters I turned and slewed her in
sideways, just missing the ship already berthed. My chaps indicated their
pleasure which is a most pleasing thing to a shiphandler when he has done
well.

A flood of people poured aboard including Captain A.F. Pickard,
Canadian Naval Commander, Newfoundland, a number of Americans
(including) Colonel Rinker, U.S. Army and Commander Smith, USN, and,
of course, the press. A hectic two days. Called on the Mayor (Mews) who
talks a blue streak and who never once evinced interest in the ship, [on] the
local Canadian Army Commander, Lieutenant Colonel Berwick who was a
pleasure to meet, on General Barcus, USAF who, with his Deputy, General
Root, appeared to me to be very narrow and parochial in outlook. General
Barcus still flies a jet which to his sycophants means a great deal but to me
would seem to indicate misemployment of a general. A call on Sir Leonard
Outerbridge, the Lieutenant-Governor, was a refreshing and pleasant
experience. A reception at HMCS Cabor on Thursday evening and at
Government House the following evening. A luncheon by me for HE, or
rather HH (His Honour) Mayor Mews, who still showed no interest even out
of courtesy, General Root, who I kept on calling 'Colonel' which maddened
him and amused me. [Also] Tony Pickard, Dr Campbell, our Senior
Scientist, and of course the commander. This on Friday after which Sir
Leonard had a pretty thorough look around. To Peggy and Fabian O'Dea's
for the evening and back to the ship at midnight so weary.

7 July

to sea

Saturday, A.M. A steady stream of visitors etc. Roll on sailing time so that
we can be alone. Americans are the world's most eager hand shakers. A
tiresome business. Colonel Rinker and I shook hands at least ten times. I
would be happier if they shook hands less, wrote fewer orders and expressed
them in plain English, and did not emphasize the first syllable of words such
as RO-tate. At 1400 we shook hands again all round, pushed them ashore
and said goodbye with thankfulness. Slipped and proceeded to sea without
incident. Course was shaped to the north at 15 knots, the visibility poor with
fog patches, a following wind and sea and not very many icebergs.

17
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8 July
Northbound

A quiet day. Good attendance of men at voluntary church, and of course
all the officers for whom nothing is voluntary! Improving visibility. My
voicepipe to the bridge has been fixed now so that I do not have to shout
which wakes one up. It is a fine art being able to receive a report from the
Officer of the Watch, evaluate it, give a decision or an acknowledgement, and
roll over dropping back into a deep sleep again without ever really having
awakened."” Today, at my suggestion after church, we had our pictures taken
and the results were not too distressing.

10 July

Tuesday another shoot was attempted. I gave Mr Ackerman explicit
instructions not to open fire before the beam because of an aircraft on that
bearing. So what happens? He trains the port Bofors on Red 45 degrees and,
without asking my permission, opens fire. I was so startled I bit my tongue
and, despite my rage could not overcome the noise to make him stop. And,
finally, to cap matters, the mats to catch the empties were cleverly placed so
that they (the empties) hit the deck. The starboard gun would not even fire so
the whole episode could be classed as a shambles.

Threats by me that the starboard Bofors had better be ready to fire the
following day, or else he'll walk the plank. And despite this we make our way
up through the Labrador Sea in fog.

11 July
Hudson Strait

'Ready to open fire, sir' and so we climb up to the bridge and what
happens? No power, no electrics, no nothing. Much huffing and puffing and
then "We'll fire it in hand'. That too turns out to be out of the question, and
so again there is frustration. Fog and we close toward Resolution Island
encountering scattered ice at 1900 et seq. and also a few bergs.

"> Pullen’s note: Another example of trying to have one's cake and eat it too. I did
endeavour to be explicit about being given additional reports so that I could judge when
my presence on the bridge was necessary. When one is exhausted it is hard to surrender
sleep and get up.
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Because of fog being forecast for the next few days in the Brevoort Island
vicinity which will prevent flying and survey work, I decided to head Into
Hudson Strait and get on with oceanographic stations instead. Plenty of ice,
enough to satisfy everybody. The ship bumping and crashing her way through
it, occupying stations in lines running across the Strait from north to south,
each line 50 miles apart. At least we are busy and accomplishing something
useful but I will not feel easy until the Brevoort Survey is complete.

In the last dog we stopped for a 'cast’ and I asked Mr A. If a large bergy bit
would clear us, or we it. I was assured we would be allright and so the engines
were put to ten minutes notice and matters proceeded. It then became
apparent that we and the bergy bit, about 10,000 tons of it, were in fact
closing on a steady bearing and rapidly so. A taut situation. Urgent call for
two engines and an agony of waiting while we get closer and closer. The berg
was sitting solid and unquivery in the water while we bounced about in the
wind and swell. Finally, when no more than 40 feet from colliding I got two
engines and astern we went and just in time. I got her bow clear by feet and
then we were on the other side and being set back on it. A shot of power
ahead and again we just cleared it. A near thing and I had to have a chat with
Mr Ackerman after that. After it was all over I suppose one shouldn't get too
fussed but damage could have been done particularly to our props. and hull.
The temptation is strong to bellow at the unfortunate officer at the time but
that cannot be. I like A. but wish he would not keep on crossing my bows.

12 July

In all we took 17 stations and in the morning watch headed east again
toward Resolution in hopes of improving weather. Ice in patches.

13 July
Flying weather. HUP and Bell up. To keep Dr Little, our physicist In sea
ice physics, happy I put the ship, nose to, to a very dirty bergy bit and the

Bos'n leapt onto it clutching a saw to use to cut a chunk for study. This
evolution brought out the 'goofer clickers' by the dozen.
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14 July

Standing north, passed Loks Land about 0800 and then came the good
news that Lady Franklin and Monumental Islands are 300 feet or so high, this
means we can fix their positions relative to Loks Land and they can be radar
beacons to ships sailing to Brevoort. Fortune continues to smile as we head
north mile after mile in ice-free waters. The edge of the pack is on our port
beam, pushed there and consolidated by the east wind prevailing for the past
week. At 1145 we alter in towards Brevoort and by 12 we are into the pack.
Ten tenths and the going getting heavier. 33 miles to go.

I took the ship into the ice with the Second Officer of the Watch on the
other bridge wing to watch for heavy ice getting into the propeller on his side.
A beautiful clear, cloudless afternoon, extreme visibility, and a slugging
match. Real icebreaking, ice sometimes loose, then tight, soft and slushy and
then great floes frozen tight, hard ice, blue and 12 to 15 feet thick. Every size,
shape and variety. At 2100 we arrived off the entrance. Nine hours to go 33
miles and I was sun and wind burnt. Tired but thoroughly happy in the
knowledge that I can handle the ship in her element. Parked in the ice and
fell into my bunk.

15 July

off Brevoort Island

Up at 0400, it being daylight most of the twenty-four hours now, and
started operations. Flying off the hydrographic and diving people etc, then
under way at 0600 to nose our way into the harbour, quite possibly the first
ship to do so, feeling our way but the water was deep. Once inside, lowered
an LCVP, churned up some of the Inner

Ice, and then headed out to continue the distant survey. Another slugging
match in ten tenths pack and an all day 'do’. The Officers of the Watch
handled the ship, Kelly and Manzer, being old hands, are competent but
Douglas (RN) is new. He got stuck and I took over, more because I wanted
to drive than for want of skill on his part. On one occasion he drove our bows
up on a floe and there they stayed. After twisting and turning, grunting and
groaning, not a move. So, ring-off, ten minutes notice for the engines and
below for a peaceful dinner. Afterwards we got the old girl to slide astern and
on we went arriving back off Brevoort at 2100, parking there again for the
night.
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16 July

Up at 0630, off at 0700. Its so easy, one just pushes the throttles and away
we go. One of the advantages of an icebreaker. Park in the ice and pipe down,
no anchors, cables, wires, buoys etc. This time we ran another line of
soundings into the harbour and I took the ship right up to the cliff face until
we were 500 feet from visible rock ahead and 18 feet (of) invisible rock under
our keel which I judged to be far enough. At lunch Melvin, my steward,
flattered me by saying 'what a marvellous job of shiphandling' and that 'my
predecessor would have had a dozen cat-fits if he had seen it! [It’s] odd, what
strikes the lower deck as good shiphandling is far different than the
wardroom's (opinion). Melvin had nothing to comment on about the
‘alongside’ in St John's, for example, which was, I felt, worthy of some note.

To sea and another battle with the ice to get a line of soundings. When
clear of the harbour I took off in the Bell flown by McNeil and went in to
'inspect’ the chaps ashore. Scrambled about having a happy time joshing the
(fellows). B. Ackerman in his element at last jumping happily off ice floes into
the water (temp 29° F} with his fins and other frogman's paraphernalia. He
and his team have done a good job and I'm pleased he has been given a
chance to shine at a [task] he knows.

We flew up to the U.S. site and around the countryside. Rocky, pre-
Cambrian, harsh and very impressive. Sheer cliffs 500 feet high. Back to the
ship at 1245 to find Chief with a frown and a leaking tank. Not serious
according to him.

Returning for the night the Padre sighted a polar bear on the port beam,
distant about one mile. The news was piped and soon the port side was black
with people. The bear, very curious, sniffing and peering, approached quite
close with every appearance of coming right inboard, finally took alarm at
about 400 yards and galumphed away at high speed.

17 July

Brevoort Island

Operations started at 0700. Another beautiful day. Surveyors away in
boats doing the harbour. Parties ashore erecting leading marks. Divers
blowing a rocky pinnacle while Labrador continues to break up the harbour
ice on the western side, going right into the beach so that one could almost
touch it, which I dare not do lest we lose our Foreign Allowance by touching
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Canada!” In the p.m. landed 70 men for exercise, in the LCVP. Lieutenant
Commander Hunt, driving the Motor Cutter, provided the day's laugh when
acknowledging my shouted instructions to follow the landing craft into
harbour, saluted very smartly and said 'Aye aye, sir' in a keen and anxious to
please voice when his boat hit a piece of ice, and down he went (at the salute).

A good day's work which has seen the completion of the work except for
last-minute clean up details. After parking for the night off the land, and
having just got to sleep, I am called that Pogo, the Sound Boat, is trapped in
the ice and requires rescuing. This was accomplished by midnight with him
hoisted in and the ship again put to her night station.

18 July

Brevoort Island

Recovering gear [and] planting a four foot by eight foot sign on the little
Islet we have named 'Asiaq’ which says 'HMCS Labrador 1956'. It is secured
to steel pipe driven three feet into solid rock. I wonder, will it be there next
year? | suggested the name Asiaq because she is the Eskimo goddess of the
weather and lives somewhere out in the ice pack. When the ice fails to crack
in the springtime the Sorcerer must go to her and pacify her, so that she may
unloose the warm mountain winds and rain, break up the ice and send it out
to sea. Because of the extremely fine and timely weather which has made our
survey possible I think it proper to acknowledge Asiaq's good works on our
behalf.

We have named the very prominent headland on the western arm of the
harbour 'Pullen Point" after Captain T .C. Pullen, RN, who, as Master of
HMS North Star in Sir Edward Belcher's expedition in search of Franklin,
wintered in Erebus Bay, Beechey Island, 1852 - 1854. I feel that, as his
namesake, I have a right to submit this to the Canadian Board on
Geographical Names for their consideration although it will have to be done

" Pullen’s note 8: Foreign Allowance was a little extra pay for those serving in ships abroad
or away from Canada for periods in excess of 30 days. This was a contributory reason we
avoided anchoring during our northern operation thus ensuring the crew would get that
$1.00 a day addition to their pay.

There are some charted depths in Brevoort Harbour close to the rocky beach on the Pullen
Point side which we obtained by taking Labrador right up to the shore-line, close enough
almost for one to jump onto the land. Admittedly under tranquil conditions. Because of
her sloping forefoot it was possible to do this without touching,.
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through the Dominion Hydrographer. The other prominent headland we are
calling ' Labrador for obvious reasons.

The Commander and I flew in the HUP, bearing a gift of cigarettes and a
picture of the ship, to say goodbye to Mr Smith, Site Superintendent. His
camp is a cluster of Atwell huts, in a hollow square, facing inwards and there,
in the center, a sight to gladden the eyes of any Britisher, flying in the breeze,
a Union Flag. I discovered that this remarkable man, reputed to be 73, stands
no nonsense and makes quite sure that every U.S. visitor is under no delusion
as to sovereignty. He told us that one Yankee from New York enquired as to
the reason for the flag (an odd question coming from a citizen of a very flag-
waving-conscious country) and he was told, obvious with relish by the teller,
that it was a gentle reminder that the country was still Canadian and would
continue to be." He told us also about the time he spotted a polar bear
stalking a seal hole. Crawling cautiously up to it and lying crouched by the
edge. After a long cold wait up popped the seal, swish went the bear's paw,
and the seal was a goner. After the bear had had his fill and wandered off,
wolves took over, then the ravens and finally the fox. In this fashion does
Nature provide.

Went up to the very top of the highest rock, 1,200 feet above Sea Level, to
view the site. He has achieved a great deal in a short while and under
appalling conditions. Quite a man. His Foreman is Arsenault who was in the
Gunnery School with me in 1942-43 although I do not remember him.

Stood out to sea for the last time and as we did so fog, like a blanket, came
round Cape Murchison and over the tops of the hills. How very fortunate we
have been in our weather. Parked in the pack ice for the night so that the
draughtsmen can work undisturbed.

19 July

at sea

Underway at 0600 back to the approaches to Brevoort to run a line of
soundings the boats missed and then, at 0800, under way for open water.
Another struggle, heavy pack, ten tenths, with six engines on the line it took
us nearly five hours to batter our way five miles when the ice eased and better

Y Pullen’s note 9: How times have changed! Now (1982) one rarely, if ever, sees the
Union, let alone a Canadian red ensign, in Canada. Mr Smith was a fine fellow and he
certainly ran a tight ship. Beards were not permitted because he reckoned it was a sign of
laziness and the first step on the road to sloveliness.
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headway was maintained. Open water was reached at 1630 and course shaped
for Resolution Island.

Chief has trouble. A coil in a hot water boiler burst and leaked. After a
prodigious effort a repair was effected last night. Now the starboard stabllizer
fin, when extended on reaching open water, is making a peculiar noise and it
is suspected that ice penetrated the housing opening and damaged it. We
discovered it will house allright so that is a relief but a diver will have to have
a look. But that is not all. At 2030 Chief reports quite serious damage to the
steering gear. The rudder has been hit so hard that the two big coil buffers
were forced metal to metal and the huge casing holding the idling pinion,
which governs the quadrant, has been shifted bodily fracturing two of the
heavy holding down bolts and all the others bent. Our rudder cannot be used
so steering by main engines is necessary which, however, is easy in this type of
ship. The damage must have occurred when going astern in ice with the
rudder over, but Officers of the Watch all deny doing this. A diver will have
to have a look at this also. One of our two echo-sounder transducers is also
unserviceable and that will have to be investigated by divers. So things are not
too rosy at this stage.

Pilot and the Hydrographers very busy preparing the charts, pictures,
radar photos etc, ready for landing to-morrow. At 2315 McNeil comes to me,
full of talk about the dangers of flying by pilots if they are fatigued, etc etc. A
story that sounds as though he is still an Air Force officer. He makes a good
pilot but he is not a Naval Officer. After the good flying effort at Brevoort he
is spoiling it by nattering about the need for long rest periods after flying
before taking up watchkeeping again. I do not agree and at that hour to come

and see me was injudic:ious.IS

20 July
at sea and off Lake Harbour, Baffin Island

The 'mapmakers' finished at 0600 and a very good job they have done.
Arrived off Resolution Island at 0800 when Fitzgerald, the flying Sub., took
the charts, etc., plus a gift of food and magazines, into the lighthouse at

15 Pullen’s note 10: I felt at the time, because of the lateness of the hour, that he might
have had one tot too many and would otherwise have thought better of it. If I had to make
a choice, I would rather a 'good pilot' than a 'naval officer' though preferably both. The
business of not wanting to keep watches was a recurring theme with some, not all, of our
helicopter pilots. Watchkeeping, with a large list of people, was not particularly onerous.
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Acadia Cove. The USS Edisto will pick them up from here on her way north.
Having safely recovered the HUP we stand to the west for Big Island, High
Bluff Island, and Lake Harbour. Scattered ice, bergs and bits, encountered
which were easily sidestepped. At 2200 we came to a stop and flew off two
Bells for Lake Harbour with the Doctor as one passenger and Petty Officer
Galley, the photographer, the other. The Doc to see if his services are needed
and the P.O. to make a record of the visit. Its a long flight, 30 miles or so,
and a worry when they go where I cannot follow If trouble should arise.

While lying-to Ackerman goes down in his frogman's outfit to look at the
props, rudder and transducer. He reports no visible damage to the rudder
which is odd, and that the props. are as we thought; port OK, starboard, two
bent tips. Transducer is allright too.

21 July
Hudson Strait

A long wait. We were out of radio contact (but) at 0100 word came they
were airborne and returning to the ship. I spotted them first a good ten miles
away. Once landed on we proceeded at twelve knots to carry out
oceanographic stations further to the west of Big Island. Doc brought back
quite a nice assortment from which I took a rather fine walrus, also a seal,
$3.50 each. More profit for the Hudson's Bay Company.

23 July

(Ivugivik] and at sea

Arrived off Ivugivik at 1000 on 23rd sending in a boat with the
Commander while divers went down to look at our echo-sounders and fins of
the stabilizers. They reported no visible damage. At 1400 recovered Tony and
his party, all very disgusted. The priest away, 50 Esquimaux with no English,
no carvings and the whole place dirty and smelly. The Doctor's nostrils
reported to have quivered and curled in disgust. To sea at 1430 shaping
course for Coral Harbour.

24 July

Coral Harbour and at sea
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No ice and a peaceful run to Coral, arriving there at 0900. Blowing and
cold. Away went the LCVP and (then) an impatient wait, manoeuvring clear
of shallows, for our mail. It came, eleven bags, and much satisfaction at that.
Stood out to sea at 1400 and shaped course for Foxe Peninsula, Baffin Island,
where we will recover gear left at Cape Enaoulik last year. A helicopter 'do’
with us stopped ten miles off in a glassy calm sea and scattered ice - one tenth.

25 July

at sea

Started at 1530 and finished at 2230. 16 sorties flown. Sub-lieutenant
Fitzgerald force-landed due to abnormal cylinder head temperature caused by
failure of cooling fan belts. Luckily he was a mile from the ship and I drove
her to him otherwise it could have been more tricky in shallow and uncharted
waters inshore. A good show by 'Arctic Airways' - well done.

Under way and proceeding towards Cape Fisher on Southampton to
recover some of the gear at the second EPI (Electronic Position Indicator)
station.

26 July

at sea

Into heavy ice at 0200. With the ship grinding and crashing her way about
I cannot sleep, partly because I still start with fright when the ship shudders
to a halt in ice like a ship taking the ground - every 'Captain's nightmare -
and partly because I feel the Officer of the Watch is driving her too hard and
will do serious damage. It is only 100 miles but it took us all day to get there
through eight to nine tenths ice. At 1600 completed the last oceanographic
station and headed south for Coral. It is thick fog, so much so that it is
Impossible to take advantage of openings and leads, resulting in more crashes
and bangs. By midnight, having got south and west of Seahorse Point, we
reached open water and I enjoyed a quiet and undisturbed night. Flat calm
but visibility less than a cable.'

27 July

at Coral Harbour and at sea

' Pullen’s note 11: Cable. Nautical unit of distance having a standard value of 1/10th of a
nautical mile (608 ft.). For practical purposes a value of 200 yards is commonly used.
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I went messdeck rounds and was most pleased to see the improvement.
Tony has a cake for the cleanest berthing space and its winning excites much
competition. I awarded the prize to the Seamen; they have raised their space
to a high standard.

By 1130 the ship was lying-to off Coral - no Commander Savage - he is at
Fox so we land the Ops. Officer to fly to Fox to prepare for our arrival. I
spotted a polar bear, which unbeknownst to me had been seen by one of our
boats, swimming alone miles from land. Took the ship quite close for a good
look. A fine beast, quite unconcerned. All the cameras out in force, of course.
After a thorough peek, stood away to leave the animal in peace.

Exercised the crashboat for the first time. From the pipe 'Away seaboat's
crew etc', to the moment it was in the water, took eight minutes. Too slow by
five. By 1900 we were standing out of the harbour making for Cape Fisher
and In hopes of improving weather conditions.

28 July
at Cape Fisher and at sea

At 1800 approached Cape Fisher. Not much ice, about three tenths but
visibility down to one mile or less. Pilot and I took the ship right into the
beach, within a mile, when the hut was sighted. Boats were lowered and
threading their way through the floes reached the shore. Quite a strong
current carrying ice, and the ship, [at] about one or two knots. By 2000 the
gear was recovered. Tony reported that bears had broken into the huts and
eaten all the food; quite a shambles. Tins crushed by paws to get at the
contents. 2100- stood seven miles off the land and nosed into a large floe for
the benefit of Dr Little and his ice studies.

Visibility too poor for flying so Commander Savage and four bags of mail
remain at Coral, the other side of fog enshrouded rock 1,000 feet high. Mr
Markham forecasts fine weather for the morrow.

29 July

And he was wrong - no improvement. After waiting for conditions to
improve I took the ship south to the Ascension Islands and there, where the
hills lose some of their height, it was good and so, [at] 1550, McNeil took off
in the HUP and disappeared over the hills. After a longish wait, and with fog
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swirling south spoiling the visibility, he finally was sighted to my intense
relief, landing on at 1830 complete with Commander Savage and the mail.
Very shortly after that we were in thick fog -- how fortunate we were. At last
we will [be] able to head north but progress will be slow in heavy ice.

30 July

Slow progress through heavy dirty Foxe Basin floes. Aerial recce flights
help but the ship is not making much northing. The weather, however, is

ideal.
31 July

Another day with little real progress. Worked the ship to the east to get off
the coast where the ice is heaviest. A tiring business. Commander Savage
much interested in everything. Six engines for two hours.

1 August

Foxe Basin

It has to be experienced to be appreciated. Another day of struggling. At
0205 crossed the Arctic Circle. At 0400 open water was reached and I fell
into a deep sleep without knowing that was the reason. A good day's run and
a lot of idle talk about reaching Hall by midnight. Then at 1600 we were
back in heavy pack, giant floes that took everything the ship had to offer. Six
engines on the line from 1700 on the Ist to 0300 on the 2nd at which time
open water was reached distant from Site 30 about 32 miles. A great relief.
We have certainly bucked our way through some very heavy ice. The captain
of the C.D. Howe, sitting comfortably off Coral Harbour, is reputed to have
said that because ice conditions were so bad this year the sealift ships would
never get through and that Labrador would not make it either. Well, here we
are! Silly old man.

Mr Robertson, Mr Winter, Marty Mullen and Mr Crowell off for lunch.
They seem pleased and relieved to see us. We land the divers, the E.P.I.
parties'” and Commander Savage. I get a letter from B. and have a good sleep.

"7 Pullen’s note: Representatives of Federal Electric, prime contractor for construction of
the Distant-Early-Warning Line.
E.P.I. = Electronic Position Indicator, a fixing device for hydrographic surveys.
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2 August

Chief, Tony and I ashore in the HUP at 1030 for a tour of the
establishment.

Most Interesting. Lunch and back again. We departed Fox and shaped up
for Rowley Island and Site 31 where we arrived at 0900 the following
morning.

4 August

A serious accident; Leading Seaman Guertin was hit by the bow door of
one of the LCVP's which fell on him when one of the wires gave-way,
shattering his pelvis. My priority signal asking for his removal by air
unleashed a torrent of signals from RCAF Search & Rescue. Returned to Fox
and landed him with Petty Officer Applejohn to fly by Mercury to Mont Joli.
They left at 0230. My night is shattered again; never seem to get a satisfactory
amount of sleep.

5 August

Sunday and church. The hymns are better but I object to extemporaneous
prayers and wonder why we cannot have the Church of England general
confession.'® Will have to beard the Padre. No mail which is always a
disappointment. The Sunday movie was a sad one. I left at the half-way mark,
very depressed and gloomy. The low point of the voyage I hope.

6 August

Through uncharted waters to erect a beacon on Manning Island. Took
four hours. Then west to South Ooglit where the Engine Room Department

13 Pullen’s note: Being older and, I hope, wiser this strikes me now as an unreasonable
view. The Church of England form of worship was likely as unfamiliar to some as was the
United Church version was to me. The Chaplain had to put up with my views but I like
to think it was a friendly sparring match. I would still be ill at ease over extemporaneous
prayers because my naval training and background, RN and RCN, was Anglican which
served all Protestants. For the remainder it was 'Fall out the Roman Catholics'. That's the
way it was.
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erected Number Three. Chief, Pilot, Douglas, Hunt and I went ashore in the
Motor Cutter (and) had an interesting walk, seeing such a lot of living things
on a barren island. We were attacked by Terns swooping as if to peck us. The
reason for this became obvious when I spotted a wee ball of fluff proceeding
at full speed ahead of us. I caught and held him, a baby Arctic Tern, then let
him go. The attacks ceased and then recommenced. This time another ball of
fluff was spotted pretending to be a rock. Even with us all standing around
him he didn't flinch. A duck fluttered away from us as we advanced down the
beach, pretending to be winged in Nature's trick to lure an intruder from the
nest. There it was with four large green eggs in it. Pilot and I came upon a
sandy beach and saying how odd to see such a thing in these latitudes, I
stepped onto it and sank at once to my knees in quicksand. I wasted no time
in removing myself from the treacherous stuff. Pilot discovered a skull, no
other bones, with a bullet hole through the forehead and a larger hole at the
back of the head where the slug came out. Murder or suicide? Numbers of
duck and geese. Eskimo ruins. Flowers of all colours or so it seemed. We
returned to the ship at midnight, tired after a good walk and some boating.

7 August

This day we erected beacon Number 4 on Tangle Island using a VP and
an Engine Room Department team. The ship went on to airlift beacon
Number 5 into Tern Island at the entrance to Fury & Hecla. In the evening
we couldn't find Chief's team because thick fog closed in and blotted out
everything. By using our radar and radio we talked him off the beach and
through the murk toward us. I took the ship in through virgin waters to
within a few miles (2) of the beach. With 20 feet under my keel it was a tricky
business. Once inboard we felt our way out to more frequently travelled
waters.'’

8 August

" Pullen’s note: This refers to the hoisting in of the boat and beacon party. 20 feet of
water was, by arctic standards, quite a lot. There were numerous instances when we had
considerably less. I used to brood on the possibility of grounding and how it would be
regarded by the Navy. One could hardly prove a charge of 'hazarding HMC ship' in
waters which were uncharted and which we were striving to survey. And where would
arctic-qualified experts be found to form a court ? Happily, we never took the ground.
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Four beacons this day. Two by aitlift to Koch Island and two by VP to
Atka and Pursuit on Rowley. The Wardroom team did Atka, the tide dried
out their LCVP, no one could read flashing, and their radio broke down.
Then to top it all, thick fog made its appearance. We recovered the HUP and
Number 1 VP safely, then I turned to go after Number 2, trying to take the
ship in as close as possible. The Echo-sounder operator chanted "70 feet, sir,
60 - 55 - 40 feet sir. Shoaling fast. 36 - 31 - 29 - 20 - 15 sir, its merged sir, no
echoes”. This can be hard on the nerves. By this time we were stopped, using
one prop, as I did not want to risk damage to both by whirling them about. I
stood off into deep water and waited. Pilot then spotted the radar echo of the
VP putting off from the beach and we closed on him, duly picking him up
visually at 1,800 yards. A busy day. Put the ship into the close pack for the
night between Bray and Rowley. Fog still thick.

9 August

The pack has been moving at a rate of four knots which meant bucking it.
So at 0900 I got four engines on the line and headed out. Once in open water
the fog lifted and we found beautiful weather. Making for Hall for mail. This
day we piped down and gave the people a rest. Hunt mucked up the mails,
they ended up at Rowley, blast it. A few short words.

10 August

Erected beacon Number 10 on Bartlett Point by air and had the HUP
collect the mail from Rowley just before it was returned to Hall which would
have caused an uproar. By perseverance I, and Pilot, found a short-cut to
Rowley that reduces the distance from 82 to 45 miles. A very satisfactory day
for that reason. Pilot nearly convinced me to give up as he felt there wasn't
one. More groping in shoal waters but a way was found. Peaceful night in the

box” off Rowley. McNeil off in the Bell with a fine mess of fish.

* Pullen’s note: During nights when we were not en route to some other scene of activity,
a box would be drawn on the chart in which the ship was ordered to remain under way at
all times. I did this to maintain a high level of alertness on the bridge. In my view it was
noticeable that when an anchor was dropped, there was also a drop in efficiency and also a
built-in delay in responding to an emergency requiring the ship to be on the move. Being
at anchor during the day meant usually no work was being done and that was anathema to
me. At night we simply remained under way while Pilot and I could get the rest we needed
to keep going.
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11 August

A bad day. Pilot infuriates me by claiming no one told him that Pogo was
to be lowered; this because he and Dr Campbell disagree. After being abrupt
as I've been with him, and in public too unfortunately, Pogo is sent away to
do oceanography and current measurements, and the bloody fool of a cox'n
(P2 Richey) crosses right under my bows. Then Lieutenant Webster prangs
the HUP taking off with some tailwheel gadget still attached. When gestured
to by the flightdeck crew to come back, and not knowing for what reason (it
being a minor one), he slaps the HUP down and misses the deck, buckling
the fuselage on the edge. That puts that aircraft unserviceable for the rest of
the summer. Damn it and blast it.

I recalled a Bell from ashore to fly a recce for me to see if boats could get
through the ice. Off went the Wardroom team under the Commander to
struggle through the ice to Koch Island and they had a tough time.
Meanwhile I nosed over to Sadleq Point on Rowley to find open water to get
off the Chief & Petty Officer's team in the other VP. During this a minor
flap when the Bell was reported down with transmission trouble which was
diagnosed finally as a faulty gauge.

After a worrisome creep through ice and shoaling water to an ice-free
space where it would be possible to lower the boat, hoping we could get there
before running aground, which we did, 18 feet under us [&] weeds in sight!
Off went the boat without, we discovered later, an antenna. I think we have
more people out of the ship than in. A long wait and then Lieutenant
Commander Kelly, ashore with the Chiefs & P.O.'s, flashed a request to stay
the night. So we recovered his boat and then headed north and west to
recover the Commander and his party which was done by midnight. After
that we lay to off Rowley in Labrador Channel.

12 August

Back through the ice and fog to recover Kelly and his band which was
done by 1300. They were in good heart. We now have twelve beacons
erected. Back to our 'box' off Site 31 at Rowley to rest and to recover Pogo.
Another busy week. I think we have accomplished a lot but we must keep at
it.
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13 August

Today, with Pogo on our beam, we ran lines of soundings to determine if
there is enough water for ships to go direct from Frustration Bay to Labrador
Channel and there is. What a pair we made - like an elephant and a flea.

14 August

Arrived Hall midday and then, again with Pogo, back out to the center
and in again to expand the soundings arriving back at 1800. Pogo into the
beach to do various things though I suggested to Cavanagh that a V.P. would
be preferable and safer. 'Oh no, she [Pogo] can put bow to the beach and
there you are etc etc' says he, Mr Know-all. What happens? 'Please sir, Pogo is
aground and the tide has gone out." What idiots. In goes the V.P. and breaks
down and then the bloody fool gaily pipes 'Away second V.P.'s crew, man
your boat' at 2315, long after pipe down. It is hard to remain in the cuddy
and leave it to the Commander; but he'll fix it but much too quietly for me.
Turned in and ignored the shambles which went on until 0200 when all
boats were back at the ship. Turned in but didn't sleep.

15 August

A drizzly foggy day, low visibility and a sea running. Weather that
matched my mood. Tried a radar calibration using a repaired Pogo with a
new cox'n, the other having been 'dismissed his ship'*' summarily, but it had
to be cancelled. Pogo nearly wrecked when being hoisted with the ship rolling
in a beam sea. Nothing else attempted this day, lying-to off Hall resting. To-
morrow is another day, I hope.

16 August

At 0830 off to Rowley (Site 31) to run a line of soundings. Embarked one
Bell and returned to Hall arriving at 1800. The wind has stirred up the ice
and blown it to the west, the first time this year I have seen so much off Fox.

Coming over from 31 saw one hundred-plus walrus on floes. Blew the
whistle, fired Very's pistols and rockets to get the fat old things into the water
[but] they just lay there too far away to be bothered.

21 .
A naval courts-martial sentence.
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Admiral Rayner is delayed at Mont Joli as usual. Now we will fuss about,
wasting valuable time. Sent a party ashore in the LCVP and then could not
recover them because the ice became too heavy. Still no Admiral and I spent
an uncomfortable night in the bunk in the spare cabin unnecessarily.

17 August

Good weather at last. Recovered our chaps via the Bell. No mail. No word
of the Admiral. This day we carried out a range calibration of the radars to try
and 34 bowl out a suspected range error In the ANSPS 10 which we think is
'over' by one to two miles. Did Rounds in lieu of CNP and once again the
Seamen won the cake, and handily too, which pleases me. The Stokers started
this but are now in a bad slump.

18 August

A night of uncertainty waiting for word on CNP** and such a night means
litle sleep. He finally arrived at 0545 and was aboard shortly after thanks to
having the Bell in there ahead of time. At 0900 we proceeded through nine
tenths Ice to Navy Channel between Rowley Island and the Spicers to erect
beacons and run soundings. Ice blocked our efforts to get in to Morrissey
Point and shallow water (20 feet under the keel and shoaling) to get in to the
Spicers, so we went through Navy Channel, the first ship to do so, and
established a new route for deep draft ships.

The Wardroom dined the Admiral and a first class 'do" it was but by
midnight I was dead on my feet.

19 August

*2 Pullen’s note 16: CNP = Chief of Naval Personnel. Rear Admiral Raynor had been
responsible for my appointment to Labrador and 1 was anxious he should see that his
confidence in me was justified. He was the only senior officer who made the effort to get
himself into the arctic to see what we were doing. Most senior officer, indeed most
officers, had no idea what our work was and, I fear, many did not even care. Indeed, some
were fearful lest they be appointed to the ship.

His visit, therefore, was much appreciated by the ship's company and meant a great deal to
us. He was a man who understood that loyalty went both up and down, a man in whom
one could have complete trust. I remain to this day grateful to him for giving me Labrador
as a junior captain and my first appointment in that rank. I suspect that Robbie was just a
lictle miffed that such a junior captain had been selected to be his relief.
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Foggy and bumping our way through ten tenths ice. Church at 1030.
CNP read the lesson. Adam Bursa jumped up and down at the harmonium!
The Chiefs and Petty Officers had an 'at home' at 1700 and at 2100 the
Ship's Company put on a jolly good concert which impressed CNP
considerably. And then to turn in, in that uncomfortable bunk in the spare
cabin.

20 August

Foxe Basin

Back to Hall arriving at 1100 there to collect 12 bags of very welcome
mail. CNP departs by Bell to catch a southbound flight from Fox to Mont
Joli. He spoke to the Ship's Company and afterwards told me he would say
the same glowing things to Naval Board. He seems to have been quite
impressed with everything he saw, and mentioned in particular the cheerful
spirit he observed and also the very high standard of cleanliness. Am sorry to
see him go, he is such a thoroughly nice person, but I am glad to be back in
my own quarters. As soon as he went we stood out to sea and for Labrador
Channel, passing over a shoal area with a least depth of 19 feet under us.

35



Caprain T.C. Pullen’s Personal Records of Arctic Voyages, vol. 1

21 August

At 0430 flew off the hydrographers in the two Bells to complete their
triangulation work on Koch Island which was done before noon. An LCVP
sent inshore under the charge of Lieutenant Commander Douglas, an odd
fellow, to establish a cache of diesel fuel for Pogo and one cutter to draw on
when they are sent away for the actual sounding of Labrador Channel. On
completion I headed for Frustration Bay off Site 31 (Rowley) and embarked
all the people, stores etc that had been established ashore while the Bells were
there. For the night the ship lay-to off Site 31. The mail we received at Hall
included the long missing change to the Operation Order which I now
discover requires us to rendezvous with the ships on the 28th August so we
must head south almost at once.

22 August

Pogo and Labrador carry out a thorough Investigation of that shoal area,
between Hall and Rowley, which was finished by 1400. To Hall to conduct
last minute business and embark seven bags of mail which arrived by air at the
strip just in the nick of time, then, at 2000 off we go, southbound for
oceanography and the convoy. I received a signal to-day telling me that Hugh
had had a minor heart attack, was in RCNH, Esquimalt, and in excellent
condition. A shock to get such a message, especially as we shall be out of
touch with the mail at a time when an amplifying letter would be welcome.
We make good progress in almost open water, where last time we were in
these parts it was a slugging match to force our way through.

23 August

soutbound in Foxe Basin

We had a good night's run. The ice continues to be scarce which is a
relief. A fine day and we start 'occupying' oceanographic stations at 1500.
During dinner we came upon a magnificent big polar bear with two cubs on
an ice floe beside which we stopped and watched the antics of the trio. We
were within a cable's length and the bears showed us as much curiosity as we
did [them], then, after a while, mother lumbered off followed by her two
cubs.
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24 August

Messdeck Rounds again and the matter of determining which is the
cleanest berthing space. I find the inside of the ship steadily improving. Tony
says, and he is right, that it is due to the fact that the Captain does Rounds
himself, which was not the case under the old regime. Again the Seamen were
best, for the fourth week in a row.

Ran into progressively heavier going through ice as we closed the western
side of Foxe, by Frozen Strait. A bumpy, uncomfortable night. All told 13
stations of the new series have been completed. A bear with two cubs sighted
[but] not the same trio we saw before.

25 August

During the night while battering our way back to the eastward and to
open water, Kelly reported seeing five more bears, and in the morning we
lowered the motor cutter to go and photograph another bear with two cubs. I
hope they got good pictures because the bear was getting pretty annoyed and
the cubs having a hard time keeping up with mother.

Have just been told that we have completed our 100th oceanographic
station and more flying hours over a 30 day period than ever before in the
ship's history. Upperdeck Rounds. The ship looks quite shipshape, better

than she has for a long time, but now the rust is beginning to show through.

26 August
Foxe Channel

Sunday. Church at 1030. I've got the Parson using the familiar (to me)
confession but I still can't stomach his extemporaneous prayers and his
sermons.

Reading in the 'Polar Record about the highest latitude ever reached by a
ship under its own power. The record is 83 degrees 11 minutes North in
longitude 49 degrees 03 minutes East. A Russian ship, the Fedor Litke, on
12-13 September, 1955. She was launched at Barrow in 1909 as the FEar/
Grey so she must be pretty long in the tooth. The previous record was 83
degrees 06 minutes North, also Russian. In North American waters the
Eastwind reached latitude 82 degrees 38 minutes North 61 degrees 51
minutes West in August, 1952, after taking supplies to Alert. It would be
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something if we could have a crack at these records, maybe next year when we
head up to Chandler Fjord and Hall Basin.

At 0200 we completed the present series of oceanographic stations, 31 in
all, bringing the total so far this voyage to 114. Proceeded to a 'box' seven
miles west of Nottingham Island to be in position to look for an alleged reef,
"Trainor Reef' (PD),” in the daytime.

Pogo sent away for the day but after a diligent sear.ch found nothing and
was rehoisted at 1600 after which course was shaped to the north for the
rendezvous with the sealift ships. CJTG 6.3 in Donner called me on R/T [&]
it was difficult to understand what he was saying as some other station blasted
through drowning him out. I dislike conferences with strangers by radio so
suggested that I call on him in the morning, a suggestion he at once agreed to.
A quiet night with ships lying-to, all stopped, waiting for the morning.

This day marks the completion of 20 years service. If I was on the old
pension scheme, Parts I to IV, I'd be in, but I changed to Part V.

28 August
Foxe Channel

A good morning and Fitzgerald flew me over to Edisto at 0830.
Commander Plummer met me on the flightdeck and escorted me to the
cuddy where Captain Ward, CJTG 6.3, greeted me. We discussed ice
conditions, the route to be followed and communications. I gave them the
ozalid prints of the charts we've improved. Cdr. P. said it was too risky
transferring them by helicopter to the other ships so I offered to take back the
ones for my convoy and send them around myself, which was subsequently
done, and by helicopter too!

After half an hour I departed and returned to my magnificent-looking
white ship which was flying, for this occasion, the largest white ensign aboard.
Edisto is painted a dreary grey and I was not impressed with the appearance
of it compared to the white we use which is copied from the U.S. Coast
Guard. A strange ship that struck me as gloomy and dark and not at all
similar to Labrador.

By 0930 under way to take over my convoy which had already formed up
- surprise - the Edward Cornwallis has appeared and joined my team. A total
of six ships including myself. The Boyce, an AK or cargo ship, the San
Marcos and Fort Mandan, Landing Ships Dock (LSD's), the Peconic, a

 Pullen’s note 17: (PD) = Position Doubtful.
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tanker and the E. Cornwallis, which is a Dept. of Transport tender. I steamed
over, swept up the line, and took station ahead, signalling that they should
follow me and indicating the speed - and so away we went. Edisto led his
column consisting of four ships excluding himself. I have been saddled with
the slowest ship of the lot - this is proper of course! The tanker - ten knots.

Not long before the party was in good order and northbound, my lot
astern of Edisto's. Chief flew over to look over the American ship, see her
steering gear etc. Came back very disappointed in all he saw - a dirty ship - a
slovenly crew.

Fog closed down in the afternoon and I wondered how we would fare.
Before long the Boyce was climbing up my stern. When I asked him what he
was doing he replied "Ten knots' (and) obviously having no intention of
stationkeeplng. He was very quickly told who was guide. After another
argument, when he failed to follow me around a turn, things settled down
and he co-operated very well.

Encountered scattered ice, never more than one to two tenths, but CTG
slowed us down from ten through eight, six, to three knots, which made
stationkeeping difficult. A long night with little progress made; annoying
because there is only enough ice to bother the timid.

29 August

Good progress after a slow beginning. The faster convoy left us behind but
we steamed on making a good ten knots. The Peconic had difficulty in
keeping up, particularly in ice, so I put him at the end of the line and moved
the Cornwallis up. The Boyce did well today, no backchat, always in station.

30 August

Foxe Basin

At midnight arrived off Hall where Fort Mandan, Peconic and the
Cornwallis detached and the rest carried on to Rowley via our 'direct’ route.
Arrived at 0430 in fog. After ordering the two ships to lie-to I investigated
their anchor berths to see if they were clear of ice - which they were - and the
ships proceeded in and anchored. After a sleepless night I rested for an hour
and a half.

Beach plans were delivered by boat at 0730 and by 0830 offloading was
started.
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Labrador to ‘her’ channel to see if ice conditions would permit the boat
survey, and found they would. A Bell became overdue and I went to look for
it. The Officer of the Watch, Lieutenant Webster, spotted a red flare on the
beach near Atka Head and there they were. The other Bell, Two Fan its call-
sign, provided spares. Apparently all the oil had drained out of 'One Fan'.
Sub-lieutenant Fitzgerald in my report for twice disobeying orders during this
event. Back to Rowley for the night.

31 August

Foxe Basin

Pogo and No. 1 Motor Cutter lowered and sent away for 2/3 weeks
sounding Labrador Channel, and No. 1 LCVP away to shift the fuel cache for
Pogo to a better spot according to Cavanagh. I left the three boats at it and
went back to Rowley and at once the visibility shut down and a snowstorm,
our first this year, swept across the bay. The VP had orders to follow us on - it
had better wait for improving conditions. Again a worry about boats but they
certainly get experience. Edisto escorting Peconic arrived at 1600. I went over
for dinner with CTG and a movie. Odd ship the Edisto, an unhappy air. Her
captain, Plummer, was Exec. of the 7Thuban last year up here, the ship that
made everybody's life miserable, that had a murder aboard, and he was
alleged to have prodded his captain into all sorts of situations. Robbie's 'old
man of the sea’. Plummer keeps four engines on the line and two at five
minutes notice! The despair of his E.O. and I'm not surprised. He will have
trouble. Back through the snow in a VP to my happy ship - what a difference.

1 September

Back to our channel there to recover the Motor Cutter, too rough for it to
operate, then on to run a line of soundings through Navy Channel, parking
for the night in a 'box" west and south of Rowley Island. Have an Infected
tear duct in my left eye which causes discomfort and makes me look pretty
ugly - more than usual that is.

Reverting to the Edisto I was much amused when I intercepted a signal
concerning the transfer of CTG's staff from Donner to Edisto - nine staff
officers, 23 enlisted men and ten tons of gear!

When McNeil was away with Dr Swithinbank on ice recce they sighted
two whales between Koch and Rowley. They dropped from 800 feet to
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investigate but before they could get close both whales disappeared under an
ice floe. From what they saw they were identified as belugas. It is a sighting of
some considerable significance as whales haven't been reported in Foxe Basin

for 40 or 50 years according to Dr Campbell.
2 September

Back again to run our third line through N. Channel. At one stage we had
13 feet under the keel. A record I believe. Got through. Up to Lab. Channel
at 1600 where Pogo was refreshed with fuel and water and sent away again.
We completed the circuit round Rowley getting back to the 'box’ of the
previous night. Edisto under way with San Marcos, Peconic and Boyce en
route to Longstaff Bluff and Site 33.

Lieutenant Commander Douglas, RN, making himself unpopular. He
handles our men the way RN officers handle their men. This is a bad thing
for our men and for Douglas. He has McNeil all worked up by piping 'Flying
Stations' without warning at meal hours and other inconsiderate things.
There always seems to be someone who has to be slapped down. Yesterday it
was Sub. for acting independently or, in plain words, disobedience. Next few
days it will be AS Springer for drunkenness aboard. This I will not gloss over
either. Abuse of the beer privilege.

3 September

A fresh gale. Short, steep sea and that finished any thought of erecting
beacons. An 'Operational Immediate' from CTG 6.3 saying that Edlisto had
one of her main motors U/S and for me to proceed and take over the convoy.
I thought something like that was bound to happen. With glee I headed for
the position then 35 minutes later came word that he was OK. People who
panic and make appeals for help and then backtrack are a blasted nuisance,
quite apart from the disappointment in not being able to leap into the breach.

In unpleasant weather ran more soundings in Navy Channel and
established a record. The ship slid into shoal water, seven feet under the keel.
This is too close by far. Wind Force 5, waves 6 feet.
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4 September

Foxe Basin

To Hall to await the arrival of Louis Audette (Tony's uncle), Mr Drury
and two RCMP Commissioners. We had hoped to entertain them but when
they appeared they did so in a float-fitted Norseman which reported
conditions unsuitable for landing and that they were away for Coral Harbour.
So that was that. Landed and embarked mail and stood over towards Baird
Peninsula through Navy Channel doing more soundings and also
oceanography (which is such a long word to write).

The efficient hydrographic section produced an ozalid print of Navy
Channel showing the latest track and soundings. We were fortunate to find a
good deep trench, so an arrangement was made to rendezvous with Edisto to
let her use this latest shortcut.

5 September

This was done and we met at 0130 off Burpee Point on the Baird
Peninsula sending the First Motor Cutter over with the charts. As usual the
boat was slipped from too great a height but no damage was done. Lay-to for
the rest of the night. At 0930 the Seamen Daymen went off with Number 13
beacon and the Wardroom team at 1015 with Number 14. The ship then ran
lines of soundings up to Longstaff and back.

6 September

After recovering the Seamen I lay-to off the Baird Peninsula until dawn at
which time a very cold, wet, officer's party got back. Both beacons up and
considering the conditions they did well. Returned to Longstaff arriving at
noon. Commander Steen, C.O. of San Marcos (LSD), came aboard. Having
had his lunch sharp at 1200 he effectively upset mine until 1400. Gave him
our latest charts which he accepted ofthandedly as though they were
roadmaps. After accepting an invitation to dinner (6 pm!), earlier if I had
encouraged him, I sent him off in the Bell. Flew around the anchorage and
site having a good look-see and then Lieutenant Webster put me down on top
of Longstaff Bluff amid the pre-Cambrian rock and left me [there] with my
thoughts -- peaceful and quiet. [Later] Tony and I flew over to have dinner
which was a sticky-do. He and his fellow officers did not have much to offer
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In the way of small talk. Boyce, Peconic and San Marcos got under way at
dusk and with me carrying out soundings we proceeded to Bray Island and
Site 32 arriving there at 0730.

7 September

Foxe Basin

At 1415 my two Bells started flying out the VIP's. Vice Admiral Will,
COMSTS; Rear Admiral Mason, CTF 6; Captain Ward, CJTG 6.3; Captain
Robertson (RCN); Mr Kyle and Edisto. The Vice Admiral was impatient to
be away almost as soon as he was onboard. It might have been less rude if he
had stayed ashore. Radm. Mason was more friendly but also pre-occupied
with rushing on. At a meeting, chaired by Captain Robbie, and after the
Admirals had been flown ashore, I had sprung on me two surprises -- one, to
take Edisto with me and go on a recce, through Fury & Hecla, to [the] Gulf
of Boothia [and] Bellot Strait to be ready to assist two U.S. civilian-operated
tugs and four barges that may be caught in the Central Arctic, [and] to do
hydro[graphy] and oceanographic work. The second and uglier one was
oceanography to be done by us in Baffin Bay [and] Davis Strait in October in
lieu of Westwind who has been withdrawn for another job. This would delay
our return to Halifax almost into November. There have been hints and
rumours about this emanating from U.S. officers but this is the first I've
heard and as it effects us within a week, and has been known to U.S. staffs for
four weeks, I consider it a poor show not telling me earlier.

Robbie, when he arrived aboard, greeted Kelly on the flightdeck and, in
[the] hearing of the men, announced that "we had more work to do and
would be late getting back to Halifax". This, of course, flashed through the
ship in a wink and put the ship's people 'on their ears'.

8 September
Kept the ships free from ice and then, after being relieved by Edisto who

arrived at 1600, and after embarking CTG 6.3 and some of his staff, sailed
for Hall escorting Boyce going via Navy Channel.

44



HMCS Labrador — 1956 Arctic Voyage

9 September

A tiring night. There was more ice than I expected which slowed us down
but Boyce did very well. Landed our U.S. friends and stored ship -- a lot of
our stuff spoiled or pilfered. Finished at 1115 and sailed for Croal Shoal and

oceanography.
10 September

Reports reached me that the ship's company [was] seething with rumours
and uncertainty as to our future -- thanks to our thoughtless visitors. I have
been put in a difficult position too as I have not got the answers. Spoke to the
people over the Intercom or S.R.E. and assured them that we would not be
mucked about and would return as advertised.

11 September
Foxe Basin

The next 10 hours kept me occupied drafting a signal to FOAC explaining
the situation -- sent it off "Exclusive - Secret” to him and am sure all will be
well. At 0600 sent away both motor cutters to survey Croat Shoal while we
lay off and exercised control. Finished at 1600 rehoisting the boats and
pressing on with our oceanography -- by midnight completing a total of 126
stations.

12 September

[The] next day was more of the same and on Wednesday, 12th, I landed
Pilot, Markham, Dr Swithinbank and Petty Officer Pilger at Hall for the ice
recce flight of Fury & Hecla, Committee Bay and Ballot Strait. That night
proceeded via Navy Channel to the Baird Peninsula.

13 September
The following day probed south between Prince Charles Island and the
Spicers trying to find a deep water route. At one stage the water shoaled to

eight fathoms and less. I stopped and turned west -- it stayed shallow -- no
point in going east to[wards] land as it being low-lying, was bound to be
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shallow. Finally, after reversing course and then retracing our steps, I got back
into deep water.

Before all this we had made ourselves a floating radar reflector which was
put in the water just before we lost touch with our beacon on Burpee Point
on the Baird Peninsula. It was this floating aid -- called the "Labrador
Lightship" -- because it looked like one being made up around a dory, that
enabled me to get back onto my track and into deep water, and so therefore
paid for itself. Radar ranges of 13 1/2 miles were obtained. By 1600 we were
through and heading for Cape Penryn. As a consequence of much signal
traffic about our future operations, and wanting to talk to CTG 6.3 about
things, I shaped up for Hall arriving there at 0800 on the 14th.

14 September

Foxe Basin

Flew to Donner for talks with Commander Ward and of course I found
Edisto in the corner, and two staff officers. I find talks with these people a
trial. They will not, or cannot, relax. Anyway we resolved our problem and I
sail on [the] 15% with Edisto under my orders. Went in to the beach and
talked to the divers who will be flown back to Halifax when their job is
finished. Two damaged aircraft on the edge of the runway, one a York and
the other a C 46.

15 September
Hall Beach, Foxe Basin

Busy day embarking gear [&] giving the people a last (for a while) chance
to get ashore. Edisto and the Commodore for lunch. At 2300, with Edisto 10
cables on my port beam, we departed from Hall for the last time and headed
north towards Fury & Hecla Strait.

16 September

Early in the morning we started occupying our [first] oceanographic
station off Tern Island, finishing the third around 1400 and then, because
Edisto reported delays in erecting his first beacon, I decided not to wait for
him and pressed on into the narrows at the eastern entrance. A most
interesting afternoon working our way through past Liddon Island. At last a

46



HMCS Labrador — 1956 Arctic Voyage

A

0
-0 Cornwallis
Isiand

16 SeP
LANCASTER "L_?. SOUND

TRACK H.M.CS. LABRADOR O

I15-30 SEPTEMBER 1956 FO X
©
Total Days at Sea- 30 \

Total Distance Steamed-57452 Miles J)/\'UV




Caprain T.C. Pullen’s Personal Records of Arctic Voyages, vol. 1

break from the flat monotony of Foxe Basin, rocky and interesting, deep
water though very 'pinnacly’. Both Bells airborne photographing the first
transit of the Strait from east to west. Plaintive signals from Edisto having
trouble erecting beacons. Cannot meet the 'sked', wail, wail, what will we do
now? etc. She drops farther and farther behind. Told her I would erect
Number 3 beacon for her and she Number 2 as previously instructed.

17 September
Fury & Hecla Strait

A sunny day off Crown Prince Frederick Island and in less than four hours
our beacon was up, flying two Bells and the ship at the farthest point being
nine miles off. Through quite heavy ice, the hardest, thickest yet though quite
a lot of water. Young ice joining the heavy blocks and floes giving ten tenths
coverage.

We chased a polar bear, rather a stupid bear, [which] kept on fleeing from
us along our MLA, scrambling over floes, slipping and sliding along the
young ice which was like black glass. At one point he fell flat on his tummy,
four legs spread-eagled, and whooshed across a wide piece of ice. Then he fell
through ... and swam under it, coming up, poking his head through for air,
and then down and on. He got mad and stopped, challenging us, then
changed his mind and loped off like a great wobbly white pear on legs.

In the 'dogs’ we broke out into open water and made all speed across to
the Boothia Peninsula doing 'stations’ en route. Signal from Edisto saying
they were using a boat and hoped to be finished by 2030, to which I replied:
"Well done, t