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FOREWORD

In Volume I of this history, The Hunters, I described, analyzed, and assessed in great detail the first three years of the German U-boat war: August 1939 to August 1942. This volume, The Hunted, is a continuation of the U-boat story from September 1942 to the surrender of Germany in May 1945.

Like the U-boat war itself, Volume I was subdivided into two sequential books: the U-boat war against the British Empire (1939-1941) and the U-boat war against the Americas (December 1941-August 1942). This second volume contains but one book: the U-boat war against the naval forces of the British Commonwealth, including notably Canada, and those of the United States.

Adolf Hitler’s Third Reich was absurdly unprepared for a naval war with the Allies. Therefore, for the second time in the twentieth century, German navalists were compelled to resort to cheap, mass-produced submarines, manned mostly by civilian volunteers, to conduct the war at sea, often and somewhat misleadingly called the “Battle of the Atlantic.” They conceived and waged a guerre de course, or war against British-controlled merchant shipping, designed to blockade the British Isles so tightly that the starved-out British government would be forced to lay down arms and withdraw from the war.

The commander in chief of the U-boat force, Karl Dönitz, characterized this German naval strategy as a “tonnage war.” The objective was the destruction of British-controlled merchant ships wherever they could be found with the least risk to the U-boats. It did not matter whether the ships were large, medium, or small, laden or empty, close to or distant from the battlefronts. The goal was to sink merchant ships (tonnage) at a rate much faster than the British could replace them with new ships, thereby whittling down the existing tonnage to a decisively unworkable level.

As described in Volume I, this “tonnage war” against the British-controlled merchant fleet failed in the period from 1939 to 1941 for various reasons. There were not enough U-boats to bring it off and those deployed to the battlefronts had so many shortcomings that they were not suitable for the task. They sank 1,125 ships for about 5.3 million tons, but the British Commonwealth more than made good these losses by new construction and by acquisition of shipping from the United States, German-occupied nations such as Norway, France, Belgium, the Netherlands, and Greece, and by captures of Axis-controlled vessels. At the end of 1941, the British-controlled merchant fleet, including tankers, was larger by about three million tons than it was in 1939.

After the United States formally entered the war against the Axis powers in December 1941, Dönitz viewed the British and American merchant-marine fleets as a single entity and continued the “tonnage war” as before. Sensing an opportunity to strike a heavy blow at low risk, he threw the main weight of the U-boat force at the Americas for about eight months, from December 1941 to August 1942. That campaign destroyed about six hundred Allied ships for about three million tons, but by that time American shipyards, employing tens of thousands of women, were mass-producing “Liberty ships,” tankers, and other types at a prodigious rate, not only making good all Allied merchant-ship losses but also swelling the size of the combined Allied fleet to undreamed of tonnage levels.

As in World War I, strategists at the British Admiralty and senior fleet commanders of the Royal Navy were slow to recognize and to properly come to grips with the U-boat threat. They believed that by convoying and by arming merchant ships with 4” or larger guns, and employing secret asdic (sonar) technology, which was developed between the wars, any U-boat force the Germans deployed could be neutralized and quickly defeated. This smugness did not last for long. It turned out that the besieged Royal Navy, committed to an overabundance of tasks, had nowhere near enough blue-water escorts to properly protect convoys and, furthermore, the smallish Hunt-class destroyer escort, specifically designed for that purpose and rushed into production, failed to live up to its promise and could not be employed on the vital North Atlantic run between the Americas and the British Isles.

Hard-pressed on land and sea and in the air, the British chose brains over brawn. To counter the Luftwaffe, British scientists perfected a radar-warning net, then miniaturized radar to fit into aircraft, sharing this ingenious, war-decisive technology with Canada and the United States. At the same time, other British intellectuals, capitalizing on technical help from the defeated Poles, broke into the German Enigma military encoding-machine system. Still other British scientists and engineers developed an astonishingly accurate land-based high-frequency direction-finding network (Huff Duff), then miniaturized the devices to fit on ships. Radar, codebreaking, and to a limited extent Huff Duff,* and other scientific breakthroughs, enabled the Royal Navy and Royal Air Force to thwart “wolf pack” attacks by the Atlantic-based U-boats on convoys in 1941, in large part, by simply routing convoys around known U-boat positions.

That same year, 1941, the United States gradually—and illegally—entered the “Battle of the Atlantic.” Having already loaned the British sixty warships for convoy escort (fifty old destroyers and ten Coast Guard cutters), the United States occupied the Avalon Peninsula of Newfoundland and built a naval base at Argentia. It then occupied Greenland and Iceland and built substantial naval and air bases on Iceland. It commenced building a naval base in Londonderry, Northern Ireland, and slated about fifty more destroyers to escort fast convoys on the North Atlantic run between Canada and Iceland and the reverse. The passage of the Lend-Lease Act enabled America to build warships (“jeep” carriers, destroyer escorts, and frigates, among other types) and Liberty-type merchant ships for Britain and Canada and to repair warships of those nations in American naval shipyards. A relaxation of the Neutrality Act authorized American merchant ships to enter the war zones in Europe to deliver Lend-Lease war matériel and oil.

When the United States formally entered the war in December 1941, President Roosevelt and his military chiefs, adhering to prior secret agreements, revalidated a war policy of defeating Germany and Italy first, then Japan. Notwithstanding the losses incurred in the Japanese attack on Pearl Harbor and other places in the Pacific and Far East, the United States retained substantial naval forces in the Atlantic Ocean area to combat the U-boats, to insure that the vital North Atlantic cargo run to the British Isles and the Arctic cargo route to northern Russia continued to operate effectively, and to transport tens of thousands of troops to Iceland, Northern Ireland, and the British Isles. Owing to its prior gift of sixty warships to the Canadian and British navies, the United States did not have enough escorts to initiate convoying in the waters of the East Coast, Gulf of Mexico, and the Caribbean Sea in the first four months of 1942, during which time the Allies incurred grievous merchant-ship and crew losses to U-boats.

By the end of August 1942, when Volume I of this history, The Hunters, concludes, the U-boats in three years of naval warfare had sunk in all waters about two thousand Allied ships of all sizes, shapes, and types, for about 9.3 million gross tons. While these figures are quite impressive—indisputably a notable chapter in the history of naval warfare—they were not anywhere near enough. New merchant-ship production in American yards alone had reached a level of about six million gross tons a year and was rising dramatically; the Commonwealth turned out another million-plus gross tons of new shipping and repaired a great number of ships that had been laid up with damage.

Moreover, by August 1942, the Allies, in a reverse tonnage war, had in hand sufficient naval and air assets not only to defend convoys but also to kill U-boats faster than the Germans could replace them or produce meaningful numbers of radically improved models. Those assets included growing numbers of antisubmarine warfare (ASW) aircraft and experienced convoy surface-ship escorts (destroyers, destroyer escorts, corvettes, catapult merchant ships, and with merchant aircraft carriers and “jeep” carriers in the offing), centimetric-wavelength (microwave) radar, land-based and shipboard Huff Duff, forward-firing Hedgehog antisubmarine bombs, improved conventional shipboard and air-dropped depth charges with Torpex warheads, and a large number of experts on both sides of the Atlantic working to break back into German naval Enigma.

Nevertheless, in the remaining years of the war, from August 1942 to May 1945, the U-boat force sank about one thousand more Allied ships for about 5.7 million gross tons. Most of those sinkings (seven hundred ships for about four million gross tons) were achieved in the nine months from September 1942 to June 1943, a result comparable to the eight-month onslaught in the Americas from January to August 1942. These new sinkings brought the final toll of the German tonnage war to about three thousand ships of all types for about fourteen million gross tons.*

What lies ahead in these pages are further accounts of intense and exhausting battles between convoys and “wolf packs”—few days in the North Atlantic were ever easy—and the story of how the Allied navies learned that electronic intelligence combined with aircraft was the most effective anti-U-boat weapon system, how those navies finally acquired the correct aircraft to do the job, and how the Germans sought desperately to produce radically new submarines to counteract these Allied technical advances—and failed.

As the term implies, a “tonnage war” is by its very nature a naval war entailing an analysis of many statistics. Only a very few historians and readers welcome the intrusion of statistics, and partly as a result, this aspect of the U-boat war has been egregiously neglected. This neglect, in turn, has led to serious distortions in the perception of the results of the U-boat war. Although I have sought to include as few statistics as possible, this account is the first attempt by anyone to prove by statistical analysis that, contrary to the accepted wisdom—and mythology—at no time did the German U-boat force ever come close to winning the “Battle of the Atlantic,” bringing on the collapse of Great Britain and, in such case, a different shape and outcome of the war in Europe.

I did not set out beforehand to prove this revolutionary conclusion. It became obvious along the way. I was at first startled and skeptical, even disbelieving. I invested years of study, analysis, and writing before I became fully convinced of these findings and was willing to present them to the community of naval historians and to the public.

CLAY BLAIR

Washington, D.C., London, Hamburg,

and Washington Island, Wisconsin,

1987–98


LIST OF MAPS

The British Isles and Northern Germany

North Atlantic Convoy Routes

The Arctic

Bay of Biscay

The Mediterranean

Gulf of Mexico and the Caribbean

United States East Coast


[image: image]

[image: image]

[image: image]

[image: image]

[image: image]

[image: image]

[image: image]


LIST OF PLATES

Cutaway illustrations of Type VIIC and Type IXC U-boats appear on pages xxx and xxxi.
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BOOK THREE

THE U-BOAT
 CAMPAIGN AGAINST
 THE BRITISH
 COMMONWEALTH
 AND THE
 UNITED STATES

SEPTEMBER 1942-MAY 1945



ONE


OVERVIEWS


At the beginning of the fourth year of World War II, September 3, 1942, Allied and Axis leaders were preoccupied with the following major military operations:

• STALINGRAD AND THE CAUCASUS. Still dominating all else, the massive German armies and air forces in the southern regions of the Soviet Union had advanced steadily over the summer. Owing to the great symbolic importance of Stalingrad, Hitler insisted on its capture. Toward that end he diverted forces from the Caucasus Mountain area, thus slowing the German drive toward the Soviet oil fields to a crawl.

When Hitler’s intentions became clear, Stalin and his generals rushed reinforcements to Stalingrad, setting the stage for one of the greatest battles of the war. As German forces closed on the city in early September, Stalin’s chief military commander, Georgi Zhukov, saw an opportunity developing for a counterattack and obtained permission from Stalin to strike in early November.

• ALLIED AID TO THE SOVIET UNION. Still doubtful that the Soviet armies could hold out alone, President Roosevelt insisted that Washington and London do everything possible to provide Moscow with assistance. Chief among the measures agreed to were a renewal of PQ convoys to Murmansk in September, a diversion of American fighters and bombers to the southern regions of the Soviet Union, and upgrades of port facilities in the Persian Gulf area and the railroad running through Iran to the Soviet Union.

• NORTH AFRICA. At the end of August, Erwin Rommel attempted to break deeper into Egypt through British lines at Alam Haifa, but he failed. Dispirited and ill, he requested relief. On September 22, Georg Stumme, a tank specialist from the German campaign in the Soviet Union, replaced Rommel, who hospitalized himself in Germany. Meanwhile, the new British commanders, Harold Alexander and Bernard Montgomery, prepared the growing British Eighth Army (powerfully supplied with American tanks and aircraft) for an attack out of Egypt to the west designed to destroy the Axis forces, in particular Germany’s shrinking and exhausted Afrika Korps.

• TORCH. Preparations for Torch, the Allied invasion of French Northwest Africa, which had supplanted Sledgehammer, the first planned invasion of France, as a “second front” in 1942, proceeded apace. Commanded by Dwight D. Eisenhower, Torch forces were to land at three places: the Atlantic coast of Morocco and inside the Mediterranean at Algiers and Oran.

Torch was a risky undertaking. Some of the chief dangers:



1. Should the secret leak, the Germans might pre-position as many as fifty to one hundred U-boats west of Gibraltar to repel the Allied invasion forces.

2. The Germans might occupy Vichy France and Spain, capture Gibraltar, seize the neutralized French fleet at Toulon, and trap Allied forces inside the western Mediterranean.

3. The shy Italian surface fleet, supported by the Italian Air Force, the Luftwaffe, and Italian submarines, might finally mount an aggressive attack against Allied naval forces in the Mediterranean.

4. Rather than extending a friendly welcome, as hoped, French military forces in Morocco and Algeria might oppose the Allied landings vigorously, as they had opposed the recent British landing in Madagascar.

5. The notoriously rough seas on the open Atlantic coast of Morocco might well foil the attempts to mount an amphibious assault and occupy that country.





Influenced in part by the shortage of merchant shipping and warships for escort, the Torch D day fluctuated. It was first set for October 7, then postponed to November 8. In a message on September 4, Roosevelt informed Churchill that the U.S. Navy would provide Torch the bulk of the fighting power of the Atlantic Fleet. Viz.
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The American forces landing in Morocco were to be supported by six new, pre-positioned fleet submarines. They were to provide weather reports and homing beacons and later to blockade the unfinished but armed French battleship Richelieu at Dakar, Senegal. These six fleet boats were the first American-manned submarines assigned to combat in European waters.*

• GUADALCANAL. The efforts by the Japanese to drive American forces from Guadalcanal intensified in the fall of 1942. In addition to the devastating losses the American Navy incurred in August and September, as related in Volume I, the Americans suffered further heavy warship losses during several naval battles in the Solomon Islands chain in October and November. These included the carrier Hornet and three more modern destroyers, Duncan, Meredith, and Porter sunk, the carrier Enterprise, the new battleship South Dakota, the light cruiser Boise, the modern destroyers Farenholt and Smith severely damaged. The battleship South Dakota and the modern destroyer Mahan collided, resulting in heavy damage to Mohan.

• ATLANTIC CONVOYS. Owing to several factors, including the commitment of warships for Murmansk convoy PQ 18 and for Torch, the Allies made major changes in the North Atlantic convoy networks. The most important was to designate New York rather than Canadian seaports as the primary assembly and sailing point for Halifax and Sydney (or Slow) convoys. This change, which took effect on September 17, enabled the Allies to eliminate most of the Boston-Halifax (BX) and Halifax-Boston (XB) convoys, to shrink the Canadian local escort force, and to reduce drastically the heavy ship traffic in the Cape Cod Canal, where the possibility of another lengthy shutdown due to an accident was still a matter of serious concern.

At this same time, the Allies approved final plans for a second major transatlantic convoy route. Designed initially to directly support Torch and other Mediterranean operations, this route was located in the more southerly latitudes of the Middle Atlantic. Fast and slow convoys outbound from America to support Torch were designated United States-Gibraltar (UGF and UGS). The reverse fast and slow convoys for returning ships were designated Gibraltar-United States (GUF and GUS). In addition to surface-ship escorts, these convoys were to be provided with long-range air escort from bases on the East Coast of the United States, Bermuda, Morocco, and Gibraltar.

In very short order, this all-American Middle Atlantic convoy route would become a major line of communications from the Arsenal of Democracy to the Mediterranean theater of war. Scarcely mentioned in accounts of the U-boat war, from its inception in the late fall of 1942 to the surrender of Germany in May 1945, about 12,300 Allied ships in about three hundred different convoys crossed the Atlantic east or west by that route.

These convoys were at first escorted by American destroyers, later by American destroyers and destroyer escorts, supported by American “jeep” carrier hunter-killer forces. The close escorts—usually about eight per convoy—refueled from tankers at sea. Because of the great distances entailed, the shortage of Type VII attack U-boats and U-tankers, and the decision to concentrate maximum force on the North Atlantic run, the Germans could not simultaneously wage a U-boat war against the Middle Atlantic route. The best they could do was to mount glancing attacks on the eastern end of the route between the Azores and Gibraltar, but that area was soon saturated with radar-equipped Allied air and surface escorts based at Gibraltar and Morocco (and later, the Azores), making U-boat operations no less perilous than operations in the Iceland-British Isles area. As a result, in twenty-eight months of combat operations, the Middle Atlantic convoys lost only about twenty-five merchant ships (.002 percent), another remarkable and unheralded victory by the U.S. Navy.*

The final and absolute cancellation of Sledgehammer for 1942 and the decreasing likelihood of Roundup, the next planned invasion of France, in 1943, because of the demands of Torch, led Washington to make major changes in shipbuilding programs. Chief among these was the lowering of priorities for landing craft and the raising of priorities for the much-delayed destroyer escort and “jeep” carrier programs. On October 24, President Roosevelt notified Churchill that these and other adjustments would enable American shipyards to produce in 1943 seventy more destroyer escorts than planned (to a total of 336) and an additional two million deadweight tons of merchant ships (from about eighteen million deadweight tons to about twenty million).

This message was crossed in passing by a letter from Churchill to Roosevelt, which was hand-delivered on November 4 by the British war production czar, Oliver Lyttelton. Among other “major points,” Churchill stressed the British requirement for additional merchant shipping from American production in 1943 (one million deadweight tons of tankers and 2.5 million deadweight tons of cargo ships) to provide a rock-bottom twenty-seven million tons of imports.

No less important, Churchill implored Roosevelt to provide long-range convoy escorts on the North Atlantic run. “It is escorts that we need,” Churchill emphasized in italics, “even more than merchant ships. We want both, but I am all with those who say ‘A ship not sunk in 1943 is worth two built for 1944.’” He urged the “maximum construction of escort vessels which engine [manufacturing] capacity will allow” and a distribution of 1 escort to the British for every 1.37 escorts to the Americans.

In pressing his case, Churchill continued to greatly inflate the “U-boat menace.” It was, he was sure, “our worst danger.” He went on in the bleakest possible language:



It is horrible to me that we should be budgeting jointly for a balance of shipping on the basis of 700,000 tons a month loss. True, it is not yet as bad as that. But the spectacle of all these splendid ships being built, sent to sea crammed with priceless food and munitions, and being sunk—three or four every day—torments me day and night. Not only does this attack cripple our war energies and threaten our life,  but it arbitrarily limits the might of the United States coming into the struggle. The Oceans, which were your shields, threaten to become your cage.

Next year there will be many more U-boats and they will range far more widely. No ocean passage will be safe. All focal points will be beset and will require long range air protection.





THE VIEWS FROM BERLIN


Coinciding with the beginning of the fourth year of the war, the commander in chief of the Kriegsmarine, Grand Admiral Erich Raeder, met with Hitler on August 26 and September 28, 1942, to review the German naval picture. The U-boat commander in chief, Admiral Karl Dönitz, attended the second meeting to give Hitler a special presentation on the U-boat war.

Hitler opened the second meeting by heaping praise on the U-boat arm for its great achievements. A stenographer noted that Hitler dismissed the recently released American shipbuilding figures* as propaganda, adding:



He is convinced that the monthly rate of sinkings will continue to be so high that the enemy will not be able to replace his losses by new construction. He considers it impossible that the increase in production of the enemy shipyards comes anywhere near what propaganda would have us believe. Even if the enemy should succeed in launching ships relatively fast, he would still not have the necessary engines, auxiliary engines, other equipment and, most of all, crews for the ships.





Dönitz began his presentation to Hitler by explaining that U-boats “fighting off the American coast [were] no longer sufficiently profitable.” American ASW measures—air patrols in particular—and the extension of the convoy network were the main reasons. Except for a couple of “hot spots” (e.g., the Gulf of St. Lawrence, the Atlantic Ocean east and southeast of Trinidad), henceforth the U-boats were to move back to the North Atlantic and to the west coast of Africa near Freetown and south to Cape Town.

Dönitz stressed the extreme difficulties his boats faced attacking convoys on the North Atlantic run. Growing numbers of radar-equipped, long- and very-long-range Allied aircraft (B-24 Liberators, B-17 Flying Fortresses, PBY Catalinas, Sunderlands) based in the British Isles, Iceland, and Newfoundland were able to provide convoys with air cover nearly all the way across the North Atlantic.† The presence of these aircraft made it very difficult for the U-boats to stay on the surface and shadow a convoy so that other boats could gather, or to haul around to a better or second shooting position ahead of the convoy. Distant and close radar-equipped surface escorts made it difficult for the U-boats to get close enough to the convoy formation to shoot.*

As a result of intensified and improved Allied ASW measures, the inexperience of the U-boat crews, foul weather, and other factors, the tonnage sunk per boat in North Atlantic convoy battles was certain to decline. In order to reverse the decline—indeed, to return to the previous high levels of sinkings per U-boat—Dönitz said the U-boat arm urgently required:

• A very-long-range, high-performance bomber, such as the prototype Heinkel 177 (HE-177), to scout out convoys and to warn of an approaching Allied air threat and to deal with that threat when it arrived.

• An entirely new attack submarine with very high submerged speed to enable it to catch up to a convoy submerged, outmaneuver and outrun escorts during the attack and withdrawal phases, and shadow a convoy submerged long enough to bring up other members of the pack.

In response to these sweeping proposals, Hitler had two very different reactions. On the one hand, he ducked any “definite promises” for a new aircraft, such as the HE-177, to support the submarines. To be sure, he recognized the need for the “best possible aircraft” for that purpose, but the German aircraft industry was already swamped by demands and could not take on mass production of a large bomber. On the other hand, Hitler strongly endorsed the construction of new U-boats with high underwater sprint speed. Such a submarine, Hitler enthused, “would have a revolutionary effect. It would immediately render ineffective the whole apparatus of enemy escort vessels and the construction programs of the relatively slow corvettes.”

The idea for a German submarine with high submerged sprint speed was not new. In the early 1930s, a brilliant German engineer, Helmuth Walter, had proposed to the Berlin naval command a small, experimental design that in theory could run submerged at thirty knots for brief periods. It was to have diesel engines for surface cruising and a turbine propelled by decomposed hydrogen peroxide (H2O2) and water for submerged cruising. To reduce underwater drag, the hull was to be smooth, streamlined, and fish-shaped.

Although the Germans had settled on conventional diesel-electric propulsion plants for the new generation of VIIs and IXs, the OKM† did not slam the door on Walter. In 1939 Berlin awarded him a contract for an eighty-ton, seventy-two-foot test vehicle, designated V-80. Built in the greatest secrecy in a screened-off area of the Krupp Germania-Werft yards in Kiel, the boat very much resembled a huge fish. Viewed bow on in cross section, she formed a figure eight. The living, working, and fighting areas were in the upper half of the eight; the lower half was used to store volatile hydrogen-peroxide fuel. In trials at Hela in 1940, the sleek V-80 achieved a sensational submerged sprint speed of 28.1 knots.

Owing to the great success of the Types VII and IX in 1940 and 1941, and to lingering technical doubts about “Walter boats,” the OKM was not keen to increase support for the program. However, in January 1942, when Walter presented improved designs for large and small hydrogen-peroxide-powered submarines, Dönitz endorsed them enthusiastically and urged the OKM to back Walter to the fullest. In the wake of the intensified RAF Coastal Command ASW operations in the Bay of Biscay, Dönitz repeated that request on June 24, 1942. In lukewarm response, the OKM awarded Walter contracts for five experimental hydrogen-peroxide prototypes: one 170-foot, 600-ton “Atlantic” boat (U-791) and four small coastal boats (U-792 to U-795). On paper, all were capable of bursts of speed to twenty-five knots or slightly more while submerged.

Although Walter had been designing hydrogen-peroxide submarines for ten years and one test bed (V-80) had been built and tried out with considerable success, by September 1942 none of the five boats under contract had progressed much beyond the design stage. Formidable technical problems remained to be solved, not the least of which was the construction of several plants capable of producing vast quantities of the hydrogen-peroxide fuel. Nonetheless, with Hitler’s enthusiastic approval, Raeder and Dönitz decided in the September 28 meeting to place orders for twenty-four of the small boats (U-1405 to U-1416 and U-1081 to U-1092) and “hoped to be able to make a decision within two months regarding mass production of the larger type.” In any case, Raeder stated, “mass production of these submarines is to be started as soon as possible, with corresponding adjustment of the present submarine construction program.”

These little-noted decisions in the early fall of 1942 were among the most important of the U-boat war. They contain the profound implication that Raeder and Dönitz had concluded that Allied detection technology and air and sea supremacy had rendered the Type VIIs and IXs inadequate and obsolescent weapon systems. To successfully prosecute the U-boat war, an entirely new generation of U-boats, embodying quantum leaps in technology, was required. The most promising possibility was the Walter boat. Hence the huge gamble on the professor’s visionary ideas at this time.

Obviously the fleets of Walter boats could not be produced overnight. It would take at least a year to complete, test, and debug the four small prototypes. The knowledge and experience gained from these four boats, as well as the twenty-four additional small boats on order were to be applied promptly to two big Walter “Atlantic” prototypes (U-796 and U-797), which were to be built in parallel with the smaller boats. That way, it was believed, many of the expected R&B delays could be avoided and the big “Atlantic” boats could be rushed into mass production.

Pending the completion of large and small Walter boats in meaningful numbers, German yards were to continue production of Type VIIs and IXs. With patched-on improvements, these boats were to carry on the U-boat war to the best of their ability until Allied ASW measures completely checked or defeated them. Although it was expected that the sinkings by these boats would gradually diminish and that losses would climb, the continuing presence of Type VIIs and IXs in many separate areas of the world was to serve several important war aims apart from sinkings: to insure a continuation of wasteful Allied convoying, to tie down substantial numbers of Allied military assets in an ASW role, and to train and battle-harden a new generation of German submariners who were to man the Walter boats.


THE CODEBREAKERS


In September 1942, the Germans still enjoyed the advantage in the seesaw battle of naval codebreaking. In February 1942, they had introduced a fourth rotor to the naval Enigma machine in use on the Atlantic U-boat radio networks, again blinding Allied codebreakers. The Germans called this new cipher Triton; the British called it Shark. Absent “four-rotor bombes”* and “physical captures” (of short-signal weather and battle codebooks or Enigma key settings), the codebreakers at Bletchley Park in England had made little or no progress in breaking into four-rotor Enigma. On the other side of the hill, since February 1942 the swelling staff of the German codebreaking organization, B-dienst, was reading the Allied Cypher Number 3, employed jointly by the Americans, the Canadians, and the British for North Atlantic convoy operations. By September 1942, B-dienst daily produced an unprecedented picture of Allied convoy sailings and the routes they followed sufficiently current for Dönitz to use the information tactically.

The U.S. Navy was by this time thoroughly fed up with those Britons who still held tightly to the secrets of the bombe technology and had not yet provided the Americans with a long-promised bombe to copy for purposes of breaking Kriegsmarine (or naval) Enigma. The reasons for the delay were usually attributed to genuine British fears that the Americans would not keep secret the breaking of Enigma, as a consequence of which the Germans would turn to an entirely new and more difficult to break encoding system, blinding the British to the Luftwaffe Red and other Enigma ciphers they were reading. Doubtless the time-honored British custom of total secrecy regarding dissemination of codebreaking technology also played a role in the delay.

British fears of losing all Enigma product were perfectly understandable and, furthermore, they were fueled by a startling new challenge in the ether. British radio-interception stations picked up increasingly heavy German traffic on a new, sophisticated non-Morse (Baudot) encoded automatic-teletype system. The German name for this high-level cryptographic system was Geheimschreiber; the British called it Fish. Some feared it would in part replace the Enigma system. The British had built a machine to help break into Fish that was so complicated in appearance that it was christened “Robinson,” after Heath Robinson, the British version of the American cartoonist Rube Goldberg, who devised fantastic machines to perform ludicrous tasks. Beyond that, and far more importantly, they had commenced work on an experimental, mammoth new Fish bombe aptly named Colossus, which had 2,400 vacuum tubes!*

During the summer of 1942, the British authorized the semipermanent attachment of two U.S. Navy officers to Hut 8, the naval cryptography section at Bletchley Park—reservist Joseph J. Eachus and Robert Bellville Ely, III. In a history of the U.S. Navy bombe project, its chief designer, Howard T. Engstrom,† wrote that Ely and Eachus were sent to England in July of 1942

for the primary purpose of studying [general] British cryptanalytical research methods but with additional instructions to find out all details possible concerning the British “E” [Enigma] problem. Under the impetus of the presence of these two officers, considerable detailed information was forthcoming concerning the British bombe and wiring diagrams.‡


That is, the British were much more forthcoming than they had been when U.S. Navy officers Prescott H. Currier and Robert H. Weeks visited Bletchley Park in February of 1941.§

Engstrom continued:

As the months passed, it became more and more evident from reports received from our representatives in England [Eachus and Gaschk] that the British would be unable to supply us a machine [bombe] by the promised date.# It became evident, furthermore, that the British were having considerable difficulty in building any workable high-speed machine. Accordingly, early in September after continuous conferences, we reached the conclusion that American methods and design showed sufficient probability of success to inaugurate the bombe program.


After clearing it with superiors up the line, in “early September” Joseph Wenger, head of the U.S. Navy’s codebreaking outfit, OP20G, met with Edward G. G. Hastings, the Bletchley Park representative on the British Joint Staff Mission in Washington. Wenger told Hastings that since the British “had shown no evidence of being able to live up to their promises,” the U.S. Navy would proceed alone with development and production of a high-speed four-rotor bombe to attack four-rotor naval Enigma. Hastings countered that the British had indeed lived up to their promises, but his protests fell on deaf ears. On September 3, 1942, Wenger formally proposed to the Director of Naval Communications, Joseph R. Redman,* that the U.S. Navy proceed with a bombe project. Redman readily approved, as did the Assistant Chief of Naval Operations, Frederick J. Home, who signed off officially on September 4.

From a technical standpoint, the addition of a fourth rotor to naval Enigma “introduced a factor of twenty-six in the time required for a solution,” Engstrom wrote. To find the daily key settings “necessitated either twenty-six times as many [three-rotor] bombes or a bombe which would go twenty-six times as fast.” Based on his theoretical work in 1941 and 1942, Engstrom had concluded that the American effort should be directed “to high-speed approaches to the problem” as he wrote Wenger.

The OP20G proposal did not specify how many bombes should be built. The Americans thought at first that the figure should be 336. In his memo to Wenger, Engstrom explained why:



In the original concept of the problem it appeared that 336 units were desirable since there are 336 possible wheel settings. In forming preliminary notions of the size and power requirements for the equipment, the British 3-wheel bombe was in mind. The British 3-wheel bombes have three levels in each physical piece of equipment. Thus the concept of 336 bombes led to the notion of 112 separate pieces of equipment.

The early decision to build 336 units was predicated upon the belief that we should have to provide for running all 336 wheel orders. As study of the problem progressed, it became evident that there were analytical ways of ruling out many of the wheel orders, thus reducing the bombe requirements. The possibilities of making this reduction were given very serious study for the reason that materials at the time were exceedingly critical. ... Meanwhile, certain changes in German communications which affected cross-cribbing and indications of procedure changes involving the use of the fourth wheel arose. These changes made it impossible to arrive at a definite decision on the number of machines required before it became necessary to proceed with designs for housing the equipment,†





The Americans chose the National Cash Register (NCR) Company in Dayton, Ohio, to manufacture the bombes. A Dartmouth College graduate (1919), inventor, and Navy reservist, Ralph I. Meader, then serving in the Bureau of Ships, went to NCR in Dayton to represent the Navy. On November 11, 1942, the Navy began construction at NCR of the U.S. Naval Computing Machine Laboratory, “for the purpose of assisting the contractor in the production of these bombes and in the training of maintenance and operational personnel.” Meader became officer in charge of this facility, which soon grew to include hundreds of enlisted men and Waves who actually built the bombes.

The National Cash Register Company, which invented and produced the first such “cash register” to bear its name, was the most prominent of numerous Dayton manufacturing facilities, almost all engaged in war production. In addition to the cash register, Daytonians had invented or exploited a variety of mechanical and electromechanical devices: the airplane (Wright Brothers), the automobile starter, bicycles, refrigerators, and radios.

Another reason the Navy chose NCR was because of the presence there of a remarkably inventive thirty-five-year-old electrical engineer named Joseph R. Desch. A graduate of the University of Dayton (1928), Desch came from one of the city’s many large German families. In the darkest of the Depression years, from 1930 to 1938, Desch had worked as a practical inventor/designer for three prominent Dayton firms: General Motors Radio, Telecom Laboratories, and Frigidaire. In 1938, when NCR’s visionary president, Colonel Edward Deeds, established an electrical research laboratory, Desch came aboard to experiment with all kinds of exotic new electronic devices. His brilliant contributions in this field gained him many honors and association with other leading American inventors and scientists, such as Van-nevar Bush at MIT, who rose to direct the nation’s military science projects in World War II.

Dayton was the ideal place to make bombes but it was not a good place to operate them. It was too far from Washington and the “users” of the output of the bombes. Foreseeing this problem, Wenger and Engstrom were already carrying out plans to transfer all the bombes to Washington. To house them, Wenger had acquired a former girls’ school, Mount Vernon Seminary, at 3801 Nebraska Avenue, in the heart of residential northwest Washington at Ward Circle. Work was under way on a strongly built two-story building for the bombes and also quarters for the hundreds of Waves who were to operate and repair the machines, much as British “Wrens”* operated and repaired the British bombes at Bletchley Park. The new Navy installation was merely fifteen minutes by automobile from the Navy Department offices, located downtown on Constitution Avenue.

By coincidence perhaps, at this time the British made some sweeping changes in the Naval Intelligence Division and at Bletchley Park.

• Winston Churchill directed First Sea Lord Dudley Pound to sack the Director of the Admiralty’s Naval Intelligence Division, John H. Godfrey.† Promoted to vice admiral, Godfrey departed England by flying boat on September 24 to carry out a preplanned visit to Washington and Ottawa. He was replaced by Edmund G. N. Rushbrooke.

• At Bletchley Park, deputy director Edward Travis replaced deputy director Alastair Denniston as operating head of that swelling establishment. The era of quaint eccentricity had passed, the codebreaking historian David Kahn wrote. A “table thumper” who had risen through the “codebreaking side,” Travis was “a manager who could bring it into the modern era of cryptanalytic mass production.” Denniston remained as a deputy director of the civil side, a much smaller outfit.

• The brilliant, eccentric British mathematician and coinventor, with Gordon Welchman, of the first British bombe, Alan Turing, proved—not surprisingly—to be a poor administrator. In September, he was eased out of his job as chief of the naval Enigma codebreakers in Hut 8 at Bletchley Park, in due course replaced by a mathematician (and chess champion), Hugh Alexander. After working briefly on Fish and the teletype-decoding machines Robinson and Colossus, Turing left for the United States on the giant troopship Queen Elizabeth, arriving in New York on November 13, 1942. He remained in the States for the next four and a half months.

In Washington on October 2, the Royal Navy’s Captain Carl Holden and the U.S. Navy’s Captain Joseph Wenger entered into a written agreement outlining a complete and open exchange of information and technology regarding four-rotor U-boat Enigma and Italian and Japanese naval codes. A brief summary of this agreement in Howe’s NSA history was deleted by censors. However, it was presumably a document that finally opened the way for a truly complete exchange of intelligence on U-boats.

The importance of this Anglo-American naval agreement cannot be too strongly stressed. The historian Bradley F. Smith wrote*:

It broke with the age-old tradition of caution and suspicion which admonished even closely allied states not to open their most secret cupboards because today’s comrades in arms could well be tomorrow’s dangerous opponents.


Even though the U.S. Army was shortly to face German armies in Torch (the Anglo-American invasion of French Northwest Africa set for November 8), the British refused to enter into a similar exchange with the Americans of German Army and Luftwaffe Enigma out of fear that the Americans would leak the secrets. Accordingly, Howe wrote, the U.S. Army entered into a contract with Bell Telephone Laboratories on September 30 to produce 144 bombes for a unilateral attack on German Army and Air Force (three-rotor) Enigma. These bombes were known as “Rapid Analytical Machines” (or RAMs) and rather than “rotors” they employed “relay switching” (stepping switches) similar to the Army’s clones of the Japanese “Purple” machines. In a little over one month, Bell Labs demonstrated a successful sample model, Howe wrote, and expected to fulfill half of the order (seventy-two machines) by April 1943.

The Army Chief of Staff, George C. Marshall, agreed with the British that at least for the time being there was no pressing reason why the British should share the fruits of German Army and Luftwaffe codes with the U.S. Army headquarters in Washington. Rather than run the risk of leaks in transmission or in Washington itself, Marshall arranged with the British to send a meticulously selected and screened cadre of U.S. Army officers to England. These officers were to be put in the Ultra picture at Bletchley Park, then head up small Special Liaison Units (SLUs) that were to be attached to U.S. Army headquarters in the Mediterranean and Europe, serving as conduits for British-produced German Army and Air Force Ultra information.

These arrangements between the British and the U.S. Navy in October 1942 would at last lead to a close working relationship between the two nations in naval intelligence matters. The U.S. Navy’s OP20G would work hand in glove with Bletchley Park to break into the Kriegsmarine’s Triton traffic. The U.S. Army codebreakers in Washington would concentrate on breaking Japanese military codes. The British were to provide to the American forces in Europe Ultra material from German Army, Luftwaffe, and other Enigma networks, appropriate to the prosecution of land and air warfare.

Alan Turing’s biographer, Andrew Hodges, wrote that the purpose of his trip to the United States in the fall of 1942 was to help American scientists and engineers at Bell Laboratories (in New York City) develop an absolutely secure high-level telephone link between London and Washington, the technology for which later became known to laymen as a “scrambler.” This very well may have been the case, but much more about this trip needs to be brought to light. Turing spent most of the first two months of his visit in Washington with Howard Engstrom and other U.S. Navy codebreakers, who were in the process of refining the design of the bombes to attack naval Enigma then under construction at NCR in Dayton. He did not report for work at Bell Labs, Hodges wrote, until January 1943. At first he was denied access to classified work, but after a dust-up on the highest levels he was cleared. Thereafter, he was allowed complete access to everything Bell Labs had undertaken, including, of course, its most important project, the RAM (or bombe), of which the U.S. Army had ordered 144.

Turing would no longer play a freewheeling and dominant role at Bletchley Park, which had grown to thousands of rigidly isolated workers in closely administered Ultra production lines. On this trip to America, the U.S. Army and Navy, both recently embarked upon producing an aggregate of about 250 different bombes, milked Turing’s brain profitably.

In his history of the U.S. Navy bombe project, Engstrom wrote that Alan Turing visited OP20G and the naval bombe facility at NCR, in Dayton, in December 1942. Afterward, Turing wrote a report in which he criticized several aspects of the American technical approach to the problem, although he conceded that “starting from scratch on the design of a bombe, this method is about as good as our own.” In his bombe history, Engstrom quoted criticisms from the Turing memo and remarked: “These quotations and other comments in the report indicate the considerable extent to which our design was at variance with British ideas and experience.”

Gordon Welchman, the coinventor of the original British bombe, wrote in his memoir* that the new Bletchley Park chief, Edward Travis, also removed him from his old haunts. Concluding his work in Hut 6, Welchman became Assistant Director for Mechanization at Government Code & Cipher School (GC&CS). Emulating Alan Turing, he sailed to the States on February 17, 1943, aboard the troopship-liner Queen Mary for an extended visit. He wrote that he established himself in the New York office of the senior British spymaster in the States, William Stephenson (the subject of A Man Called Intrepid). He spent Mondays to Fridays in Washington and weekends in New York, “where cipher machines were being built.” In Washington, he worked with U.S. military cryptographic experts, such as the Army’s Frank B. Rowlett and the Navy’s Howard Engstrom. Like Turing, he probably contributed ideas to the Army’s RAM program and the Navy’s bombe project.†


THE ARCTIC: CONVOYS PQ 18 AND QP 14

Unaware of the Allied decision to halt convoys to northern Russia in the months of July and August 1942, the Germans wasted many U-boat patrols and aircraft sorties in a futile search for convoy PQ 18 to Murmansk and its reverse, convoy QP 14 from Murmansk. Finally, on September 5, the Germans learned of the postponement and new scheduled sailing, from documents recovered in a British Hampden aircraft that crashed near Vardø, Norway, and from decrypts of some Russian Air Force radio transmissions.

The long delayed PQ 18, consisting of forty heavily laden cargo ships, some towing tethered blimps for protection from low-flying aircraft, and others streaming Admiralty Net Defense,‡ sailed from Scotland on September 2. The close escort and support force was massive: fifty-two British vessels, consisting of:
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Another twenty-five British warships and support vessels provided distant cover or carried out special missions in conjunction with the voyage of PQ 18. These included three battleships and six cruisers with appropriate destroyer screens and two tankers. By Churchill’s reckoning, PQ 18 required altogether “seventy-seven escorts” (as he told Roosevelt), a heavy strain on the Royal Navy, which also had to carry out a large assignment in Torch on November 8.

The “jeep” carrier Avenger was included not to defend the convoy from torpedo planes and dive-bombers, as many supposed, but rather to destroy or drive off Luftwaffe shadowers and U-boats. For that purpose she embarked a dozen old Sea Hurricanes (and another half dozen in storage) and three old radar-equipped Swordfish biplanes. Neither type of aircraft was suitable for the task. The Sea Hurricanes were too lightly armed. Owing to the slow speed of Avenger in convoy, the Swordfish could not take off with a load of depth charges. They could only reconnoiter, drop flares, and hope to guide destroyers to the U-boats.

The opposite-sailing convoy, QP 14, assembled at the northern Russian port of Archangel, which was more distant than Murmansk from the Norway-based Luftwaffe aircraft and is ice-free from July to September. Composed of fifteen cargo ships, the convoy was ordered to sail on September 13. It was guarded by twelve other British warships: two destroyers, four corvettes, three minesweepers, and three ASW trawlers.

The new German admiral commanding the Arctic area, Otto Klüber, planned to bring all available German sea power to bear against PQ 18 and QP 14. This time, the U-boats were to attack both convoys. The “pocket” battleship Admiral Scheer, the heavy cruiser Hipper, the light cruiser Köln, and five destroyers were to attack QP 14.* While Admiral Scheer was shifting from Narvik to Altenfiord to prepare for this mission, the British submarine Tigris spotted and attacked her but the four torpedoes missed. However, Scheer developed serious engine problems and was forced to abort. Later, when Hitler again cautioned Admiral Raeder not to unduly risk the big ships, the OKM canceled the entire surface-ship mission. The attacks on PQ 18 and QP 14 were thus to be restricted to U-boats and aircraft.

German reconnaissance aircraft found and shadowed PQ 18 on September 6 and 8. In response, Klüber brought to bear fifteen Norway-based U-boats. Initially, eleven boats that were ready (or soon to be ready) were to operate against PQ 18, and four boats in (or soon to be in) the eastern area were to operate against QP 14. On the OKM’s order, Dönitz temporarily diverted seven new Type VIIs sailing from Kiel to the Atlantic to positions near Iceland to intercept QP 14 and its heavy escorts at the end of the voyage. One of these, U-606, aborted to Bergen with an ailing skipper.†

Counting the U-606, Klüber had twenty-two U-boats ready or near ready for battle. Seven rushed at maximum speed to intercept PQ 18. Since Klüber had declared the primary target to be the “jeep” carrier Avenger, the boats were dubbed group Traegertod (Carrier Killer). Rolf-Heinrich Hopmann in U-405 was the first to make contact with the carrier on September 13. His beacon signals brought in Reinhard von Hymmen in U-408 and Hans-Joachim Horrer in U-589. All three skippers claimed they hit and sank 7,000-ton freighters, and Horrer claimed two hits on Avenger as well. Postwar analysis credited von Hymmen with sinking the 7,209-ton American freighter Oliver Ellsworth and Horrer with sinking the 3,600-ton Russian freighter Stalingrad, but no boat hit Avenger.

The Sea Hurricanes on Avenger focused on shooting down the German shadow aircraft, but they failed. Vectored in by the shadowers, that afternoon the Luftwaffe hit PQ 18 in a mass torpedo-plane and dive-bomber attack, “like a huge flight of nightmare locusts,” as one participant put it. Notwithstanding the heavy flak from the convoy and escorts, the tethered blimps, and some interference by the Sea Hurricanes, the German planes sank eight confirmed ships for 43,256 tons.

The next day, September 14, Karl Brandenburg in U-457 got around the escorts. He claimed he sank a tanker and a freighter for 10,000 tons and got two hits on a “destroyer,” but postwar analysis credited him with damage only to one ship, the 9,000-ton British tanker Atheltemplar. She was so badly wrecked that she had to be sunk by the escorts. The next day, Brandenburg reported that he missed another “destroyer” with a three-torpedo salvo.

The massive escort for PQ 18 delivered numerous attacks on the U-boats. Hunting cooperatively, British Swordfish from Squadron 825 on Avenger and destroyers, or destroyers alone, sank three.

• On September 12, a Swordfish spotted a U-boat six miles south of the convoy. This was U-88, commanded by Heino Bohmann. The destroyer Onslow peeled off to investigate. At a distance she saw exhaust “smoke,” then a conning tower. The boat dived, but Onslow got a good sonar contact and threw over thirty-six depth charges. Nothing more was ever heard from U-88. As proof of her kill, Onslow recovered wood deck gratings, green vegetables, boxes, and a sock.

• On September 14, another Swordfish from Avenger reported that a U-boat had dived four miles ahead of the convoy. This was U-589, commanded by Hans-Joachim Horrer. Sent to investigate, the destroyer Faulkner got a good sonar contact and dropped a salvo of five depth charges. Faulkner’s sonar operator heard a “loud noise,” then the contact diminished to “faint” and disappeared. No conclusive proof was found but the kill was deduced from Enigma intercepts. Four German airmen whom Horrer had rescued died in the sinking.*

• On September 16, the destroyer Impulsive of the close escort got a good sonar contact at eight hundred yards. This was U-457, commanded by Karl Brandenburg. Impulsive attacked immediately, throwing over five depth charges. Later she found an oil slick and “various pieces of wreckage,” which included numerous pieces of wood, some scraps of paper, and one black leather glove. The kill was also deduced from Enigma. There were no survivors.

The opposite-sailing convoys PQ 18 and QP 14 passed in the Barents Sea on September 15 and 16. There were twelve U-boats in the vicinity, tracking one or the other of the convoys. Klüber directed five to stay with PQ 18 and seven to attack QP 14. Reinhard Reche in U-255 reported two failed attacks against Avenger. Otto Köhler in U-377 reported a possible hit on a freighter. Rolf-Heinrich Hopmann in U-405 reported a possible hit on a fleet destroyer. Heinz-Ehlert Clausen in U-403 reported heavy depth-charge damage from a British escort, two failed attacks on his boat by confused German airmen, and a botched attack by a Soviet submarine. Reinhard von Hymmen in U-408 reported a failed attack by a British submarine.

Beginning on September 17, four Soviet destroyers joined PQ 18 to help escort the convoy into Archangel, which was still ice-free and less vulnerable to German aircraft. In a final attack, Luftwaffe aircraft hit and sank another ship, the 5,400-ton Kentucky, and wrecked the 6,500-ton freighter Troubador, which was beached to save her cargo. Allied losses in PQ 18: thirteen ships for 76,000 tons, of which three for 21,000 tons were sunk by U-boats only, the other ten by the Luftwaffe.*

The seven U-boats stalking QP 14 also achieved some successes. In two separate attacks, the leading shooter of the Norway-based boats, Siegfried Strelow in U-435, sank one of the escorts, the 835-ton British minesweeper Leda, and three freighters for 15,800 tons (two British and one American). For this exceptional achievement in the teeth of numerous escorts, and for past claims, Strelow was awarded a Ritterkreuz,† the first such honor for a Norway-based skipper. Heinz Bielfeld in U-703 hit the Tribal-class destroyer Somali. Taken in tow by her sister ship Ashanti, Somali foundered in heavy weather with the loss of forty-five men of her salvage crew. Reinhardt Reche in U-255 sank the 5,000-ton American freighter Silver Sword. Dietrich von der Esch in the newly arrived U-606 hit a British Catalina with his flak guns and forced it to land. Reinhard von Hymmen in U-408 reported hits on a fleet destroyer and a freighter, but they could not be confirmed. Alfred Hoschatt in U-378 reported firing four torpedoes at Avenger and four at a destroyer, but all missed.‡ Sinkings in QP 14 by U-boats: two escorts, Leda and Somali, and four merchant ships for 20,800 tons.

The sixteen Arctic U-boats that operated against PQ 18 and QP 14 sank nine ships for 43,216 tons, including the escorts Leda and Somali.§ In return, three U-boats were lost with all hands (plus the rescued German airmen on board) in the attack on PQ 18. Arctic commander Otto Klüber aptly commented to the OKM that three U-boats lost to sink three freighters in PQ 18 was “too high a price” to pay. In addition, four boats incurred heavy battle damage: Heinrich Timm’s U-251, Reinhardt Reche’s U-255, Heinz-Ehlert Clausen’s U-403, and Rolf-Heinrich Hopmann’s U-405.

The diversion of British warships to prepare for and carry out Torch again shut down the Murmansk convoys, this time until mid-December. At the suggestion of President Roosevelt, some fast freighters attempted the voyage singly. Thirteen sailed, but only five arrived. Three aborted, two were sunk by U-boats unassisted, two by the Luftwaffe and U-boats combined, and one, hit by aircraft, wrecked on Spitzbergen. Upon the arrival of near twenty-four-hour Arctic darkness in November, QP 15, composed of twenty-eight empty ships of PQ 18 and earlier convoys, sailed from northern Russia to Iceland. Two U-boats, U-601 and the newly arrived U-625, commanded by Peter-Ottmar Grau and Hans Benker, respectively, each sank one freighter from QP 15, for an aggregate of 9,800 tons.

During the hunt for Murmansk-bound convoys, U-408, commanded by Rein-hard von Hymmen, patrolled close off the north coast of Iceland. On November 5, a Catalina of the U.S. Navy’s Patrol Squadron VP 84, piloted by Robert C. Millard, caught U-408 on the surface and sank her. The Catalina crew reported seven Germans in the water, together with “quantities of wood splinters, oil, and other objects,” but none of the Germans survived.

The loss in a period of about eighty days of forty-three* valuable ships in convoys PQ 17 (twenty-four) and PQ 18/QP 14 (nineteen), came as physical and psychological shocks to the Allies, and deservedly so. The news and newsreel reports and Allied and Axis propaganda that summer and fall, and talk among Allied merchant mariners and, later, war feature films, led to the impression that the “Murmansk Run” was the most dangerous convoy route of all. However, as Dönitz repeatedly informed Berlin, the Arctic was the least remunerative hunting ground for U-boats. Only a very few sank any more ships in that area. After the summer of 1942, the Luftwaffe was also ineffective against Allied shipping in the Arctic.


EYES ON THE NORTH ATLANTIC RUN


Karl Dönitz knew well that U-boat warfare by the obsolescent Type VIIs in the North Atlantic would be extremely difficult and that German losses were sure to mount to very high levels, but he remained convinced that that inhospitable arena was the decisive one in the naval war. If his Atlantic U-boat force could shut down the vital Allied North Atlantic convoy run, it was still possible that the British Isles could be isolated and starved out, denying the Allies a launching pad for an amphibious invasion of Occupied France. Therefore, despite the failures in the past to do so, Dönitz directed that every possible effort must be made to destroy that sea link.

For the first time in the war, the Atlantic U-boat force had what appeared to the Germans to be sufficient numbers of U-boats to carry out this difficult task. The clearing out of the logjam of U-boats in the Baltic in the summer of 1942 led to the first significant jump in the size of the Atlantic U-boat force. On September 3—the beginning of the fourth year of continuous U-boat warfare—Dönitz had 126 attack boats* at his Atlantic front: seventy-seven Type VIIs, forty-seven Type IXs, the IXD2 U-cruiser U-179, and U-A.

Dönitz counted on additional large increases of Atlantic U-boats in September and October 1942, but it was not to be. Again the flow of new boats was whittled down by accidents and other delays in the Baltic,† and by further diversions. To replace losses in the Arctic force and to assist in the hunt for PQ/QP convoys, in September and October the OKM sent eight new VIIs to northern Norway for permanent and temporary duty,‡ and routed three to the Atlantic via slow transits of the Denmark Strait, where one, the new U-253, commanded by Adolf Friedrichs, age twenty-eight, hit a mine northwest of Iceland and sank with the loss of all hands. Furthermore, in order to rebuild the gutted Mediterranean force, the OKM ordered that six more Type VIIs were to be sent there in October. These diversions were to remove seventeen VIIs from the Atlantic force, ten permanently and seven temporarily. Owing to these diversions and to battle losses, the Atlantic force was to increase by only twenty-eight attack boats during September and October to a total of 152 on November 1: one hundred VIIs and fifty-two IXs.

Even though the growth of the Atlantic force was disappointingly slow, Dönitz was able to mount an unprecedented 109 war patrols by attack boats in September and October 1942. The great preponderance of these boats (seventy-three) went to the North Atlantic to hunt convoys sailing to and from the British Isles. The other attack-boat patrols (thirty-six) were divided equally between American waters and those off West and South Africa.§

In some histories of the “Battle of the Atlantic,” the authors segue from one convoy battle to the next, omitting all the failed interceptions and/or attacks. This selectivity  gives the quite wrong impression that the U-boats in the North Atlantic in September and October 1942 inflicted an absolute massacre on Allied shipping. In spite of the good information on Allied convoys derived from the German break into British Naval Cypher Number 3, which B-dienst provided Dönitz, for various reasons the U-boats were able to mount notable attacks on only six of thirty-five convoys that sailed to and from the British Isles in those two months, and to sink only fifty-seven of about 1,700 merchant ships (3 percent) in those convoys, of which thirty-nine (2 percent) were eastbound.* This was another tough blow for the Allies but hardly a massacre. From the German point of view, the renewed campaign on the North Atlantic run to cut this vital sea link had to be judged a failure.
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Cargo convoys on the North Atlantic run in this period were heavily protected by Allied warships and aircraft.

The warships were divided into three commands: the Canadian Western Local Escort Force (WLEF), the Allied Mid-Ocean Escort Force (MOEF), and the British Eastern Local Escort Force (ELEF). The Canadian WLEF protected convoys in Canadian waters to and from the Western Ocean Meeting Point (WESTOMP). Warships of the Allied MOEF sailing east from St. John’s, Newfoundland, took over at the WOMP and protected eastbound convoys to the East Ocean Meeting Point (EASTOMP), where the British ELEF took over. In the reverse process, warships of the British ELEF, sailing west, escorted westbound convoys to the EOMP, where warships of the MOEF, sailing west from Londonderry, Northern Ireland, took over the task.

The heaviest ocean-escort responsibilities fell on the warships of the Allied MOEF. These were subdivided into eleven close escort groups, six British (B-1 to B-6),* four Canadian (C-1 to C-4), and one American (A-3). Under optimal circumstances, the British and Canadian groups were comprised of about seven ships: two or three destroyers and four or five corvettes. The American group usually included one or two big, Treasury-class Coast Guard cutters (Bibb, Campbell, Duane, Ingham, or Spencer), a mixture of British and Canadian corvettes, and, from time to time, a British or Canadian destroyer.

The MOEF groups sailed on a thirty-three-day cycle, commonly known as “Newfie to ‘Deny.” Eastbound from St. John’s, Newfoundland, they crossed the Atlantic to Londonderry in nine and one-half days. They laid over in Londonderry for eight days for refit or upgrading and crew R&R. Westbound from Londonderry, they crossed the Atlantic in nine and one-half days to St. John’s, where they laid over for six days before restarting the cycle.

Most of the British and American escorts were fitted with improved sonar and with rotating centimetric-wavelength radar (Type 271), with Planned Position Indicator (PPI) scopes, which displayed surface ships and U-boats in relation to the escort. The Canadian warships had the older sonar and meter-wavelength radar (Type 286). At least one and usually two ships in the convoy were fitted with high-frequency direction-finding gear (Huff Duff), which enabled the escorts to detect and home on the radio reports from a shadowing U-boat and to attack. All escorts carried depth charges with the more powerful Torpex warheads, which could be set to explode down to six hundred feet. Many of the British escorts were fitted with the Hedgehog, a foward-firing contact mortar. Land-based submarine attack simulators and sophisticated radar and sonar shipboard attack plotters were in “mass” production.

The Western Local Escort Force (WLEF), manned and commanded exclusively by the Royal Canadian Navy, was comprised of forty-six warships—eighteen Canadian and British destroyers, and twenty-eight corvettes. These were assigned to eight Canadian escort groups, usually with four ships per group, the rest being in training, refit, or overhaul. A number of the destroyers were old (World War I) Royal Navy “V” and “W” class, which were unsuitable for operations in the cold, harsh northwest Atlantic waters in winter, because they lacked sufficient reserve stability to allow for the inevitable buildup of ice topside. The hope therefore was to replace the Vs and Ws with the winterized ex-American four-stack (or Town-class) destroyers acquired by the Commonwealth in the 1940 “Destroyer Deal.”

At a Canadian-American “Convoy Conference” in Ottawa in the summer of 1942, senior naval officials had hashed over the escort situation in great detail. They agreed that with the onset of winter weather, on or about November 1, the harsh conditions would force the North Atlantic convoys to slow down, extending the escort’s time at sea. In order to compensate for this slowdown and for the need to repair storm and ice damage to the escorts, the conferees estimated that at least one more escort group would be required for the MOEF and that the groups in the WLEF should be increased from four ships to six. Hence, the Allied convoy experts calculated that come winter they faced a shortage of forty-seven warships, nine destroyers, and thirty-eight corvettes, of which twenty-six vessels (six destroyers and twenty corvettes) were to be allotted to the WLEF, the rest to the MOEF.

In the meantime, the plan to sail all transatlantic convoys from New York commencing in mid-September was revalidated. As one step of this process, the Canadians closed Sydney, Nova Scotia, after the departure of Slow Convoy 94. From August 4 on, succeeding Slow Convoys (95 through 101) consisting of an aggregate of 318 vessels, departed from Halifax, reducing the need for the cumbersome, time-wasting Halifax-Sydney convoy run. On September 19, Slow Convoy 102 became the first of this category to sail from New York. On September 17, the fast Halifax 208 was the first of that category.*

The protection of North Atlantic convoys by Allied aircraft had grown dramatically—far more so than the Germans realized. In September-October 1942, there were about seven hundred planes assigned to frontline ASW units around the perimeter of the North Atlantic (North America, Greenland, Iceland, and the British Isles†). Counting squadron reserves (not shown here), these included almost three hundred aircraft capable of long-range or very-long-range missions:
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	Catalinas or Cansos (a Canadian version of the Catalina)



	48
	Sunderlands



	42
	B-24 Liberators



	36
	B-17 Flying Fortresses



	12
	Halifaxes




These ASW aircraft and others were being equipped as rapidly as possible with the latest weaponry and electronic gear. The standard armament, the Mark XIII aerial depth charge with Torpex warhead, had been reshaped, strengthened, and fitted with shallow-set pistols (fuses), that exploded at a depth of twenty-five feet, giving the aircraft the improved ability to attack a crash-diving U-boat. Some planes had been fitted with the more powerful and effective Mark III ASV centimeter-wavelength radar, replacing the Mark II ASV meter-plus wavelength model. The American-made Fido homing torpedo, disguised as the “Mark XXIV mine,” was in high-priority production, as were the hydrophone sonobuoys, which could be dropped into the water to detect U-boat noises and positions.*

After leaving the heavily patrolled waters of the United States East Coast, the eastbound convoys fell under protection of the Royal Canadian Air Force (RCAF). This organization, like the Royal Canadian Navy, was a relatively inexperienced and impoverished stepchild. There were nine frontline RCAF ASW squadrons based in Nova Scotia and Newfoundland. These were comprised of over one hundred combat-ready aircraft: forty-eight Catalinas-Cansos, twelve Digbys (a Canadian version of the USAAF B-18), and forty-eight Hudsons. The RCAF was backed up by twenty-four U.S.-manned aircraft: twelve B-18s of USAAF Squadron 20 at Gander, and twelve Catalinas of the U.S. Navy’s VP 84 at Argentia.†

The sixty Cansos and Catalinas in Nova Scotia and Newfoundland could effectively escort Allied convoys out to about five or six hundred miles, depending on a number of factors, including weather. In a stretch, the B-18s and the Digbys could reach to about four hundred miles, the Hudsons about three hundred miles. Although there were glaring gaps and inefficiencies, the Allied convoy air escort in the northwest Atlantic was a steadily growing force with which to reckon.

In September 1942, the so-called Battle of the St. Lawrence was still in progress. Several U-boats had penetrated the relatively confined waters of the Gulf of St. Lawrence and had sunk a number of ships.‡ These enemy excursions into the “home” waters of the Maritime Provinces had caused local panic and a political uproar in Ottawa. As a consequence, the Canadian Prime Minister, W. L. Mackenzie King, closed the gulf to oceangoing ship traffic indefinitely and redeployed a substantial number of frontline aircraft to offensive ASW patrols over the gulf, thus reducing air forces available for ocean-convoy air escort. During this “crisis,” United States Army Air Forces B-25s from a base in Westover, Massachusetts, assisted the RCAF, flying from Yarmouth, Nova Scotia.

From Canadian waters, most eastbound convoys crossed the extensive and shallow waters of the Grand Banks. This area, where the warm Gulf Stream meets the cold Labrador Current, is almost perpetually fogbound and often cluttered with icebergs, and therefore it was a hazardous place for merchant ships and warships and especially so for RCAF escort aircraft. Aircraft operating in this foggy area faced an additional hazard: prevailing westerly winds on the return legs, which increased fuel consumption and thus curtailed the efficiency of the missions.

For the next one thousand miles (or four or five days) of the voyage, eastbound convoys in the fall of 1942 had no air escort. This area was the so-called Air Gap or Greenland Gap or Black Hole. Fortunately for the Allies, this was a difficult area for U-boat “wolf pack” operations. Ignoring this fact, historians and popular writers have greatly inflated U-boat successes in the “Gap” just as they have done on the Murmansk run.

Eastward of the “Air Gap,” the convoys fell under the protection of Allied aircraft based at Iceland. This, too, was a formidable force, consisting of about fifty radar-equipped frontline aircraft with experienced aircrews: twenty-four Catalinas in U.S. Navy Squadron VP 73* and British Squadron 330, twenty Hudsons in British Squadron 269, and six B-24 Liberators in British Squadron 120. The Catalinas could provide convoy protection out to about six hundred miles, the Hudsons to about four hundred miles, the B-24s to eight hundred to one thousand miles. Where formerly the Iceland-based aircraft attempted to provide all transatlantic convoys with protection, in the fall of 1942 they protected only the relatively few convoys known to be—or about to be—under U-boat attack.

From Iceland easterly toward the British Isles, the Iceland air escort was reinforced and ultimately replaced by RAF Coastal Command aircraft in about ten squadrons based in the Hebrides, Faeroes, northwest Scotland, and Northern Ireland. These units were equipped with over one hundred frontline aircraft: twenty-four B-17s (Squadrons 206 and 220), twenty-four Sunderlands (Squadrons 201 and 228), twelve Catalinas (Squadron 210), twenty-eight Whitleys (Squadrons 58 and 612), twenty Hudsons (Squadron 48), six Wellingtons (Squadron 179), and three B-24s (Squadron 120).

There were a further ten ASW RAF Coastal Command squadrons based in south and southwest England. These comprised 150 frontline aircraft: twelve B-24 Liberators (Squadron 224), twelve Halifaxes (Squadron 502), twenty-four Sunderlands (Australian Squadrons 10 and 461), forty-two Wellingtons (Squadrons 172, 304, and 311), twenty Hudsons (Squadron 500), and forty Whitleys (Squadrons 51 and 77). RAF Bomber Command Operational Training Unit 10 in southwest England provided another eight Whitleys for ASW.

In the literature of the “Battle of the Atlantic,” an abundance of pages is devoted to describing the miserable and perilous duty on surface escorts in the north, especially life on board the corvettes. But a picture of life on board the long- and very-long-range aircraft is difficult to find. The missions of the B-24s, B-17s, Catalinas, and Sunderlands were usually prolonged, often twelve to sixteen hours or more. In order to maximize the effectiveness of ASV radar, the planes usually flew at low altitudes (two thousand to four thousand feet), where rough air was commonplace. Radio or radar altimeters were not yet standard; most of the pilots had to rely on old-technology altimeters that were not always accurate, especially at the very low attack altitudes. Visibility was often poor to terrible. Occasionally these aircraft unintentionally flew right into the sea.

The ASW air patrols were relatively safe from enemy attack at this time, and therefore not unattractive to some airmen. However, the overwhelming majority of Coastal Command and aircrews found the missions to be monumentally boring and physically and mentally exhausting. Most crews flew thousands of hours over gray seas searching for or suppressing U-boats without ever seeing any sign of one.

An actual attack on a U-boat was a rare event, and usually it failed. In three years of antisubmarine warfare on the North Atlantic run—through September 3, 1942—Coastal Command aircraft had captured one U-boat (the Type VIIC U-570) with surface-ship assistance* but had positively accounted for only one kill unassisted by surface craft. That one (the “Milk Cow” Type XIV supply boat U-464) had been forced to scuttle by a U.S. Navy Catalina crew of VP 73, based on Iceland.† U.S. Navy Catalinas of VP 74 and Hudsons of VP 82 had sunk three others in North Atlantic waters: U-158, U-656, and U-503.

In view of the enormous air-escort effort expended on the North Atlantic convoy run, the confirmed kill or capture of five U-boats in those waters (four by U.S. Navy forces) in three years of warfare was not impressive, to say the least. However, the Allied strategic policy of the time stressed the “safe and timely” arrival of convoys rather than U-boat kills. Wherever and whenever possible, convoys evaded known U-boat positions, reducing the odds of ASW aircraft finding U-boats. Nonetheless, Allied aircraft had suppressed untold scores of U-boats that were shadowing or attacking North Atlantic convoys and had damaged more than a few. These were notable protective (or defensive) achievements of the air escorts that seldom made the front pages or earned decorations.

The glory days for the Allied airmen in the Atlantic area engaged in ASW had obviously not yet arrived. But they lay just ahead. When they did finally arrive, the results were astounding.


GERMAN SUCCESSES AND FAILURES


The seventy-three attack U-boats deployed against the North Atlantic run in September and October were assigned to groups or “wolf packs.” There were usually several groups operating simultaneously, raking east or west along the Great Circle convoy routes. Dönitz or his staff rigidly controlled their operations by freely using radios. As in 1941, the composition of the groups changed almost daily as boats fell out with battle damage or ran low on fuel and/or torpedoes and left for a U-tanker or France, and new boats arrived from France or Germany to replace them. Entirely new groups sprang into being from week to week and old groups faded away or were renamed. Hence the Germans made no attempt to propagandize groups by name and the U-boats developed no lasting identification with or loyalty to any group.

The North Atlantic boats were supported in September and October by five U-tankers. These included two Type XIV “Milk Cows,” Wolf Stiebler’s U-461 and Leo Wolfbauer’s U-463, and three big “type XB minelayers on temporary tanker duty: the U-l 16, commanded by a new skipper, Wilhelm Grimme, age thirty-five, which sailed on September 22 and disappeared without a trace, probably the victim of an as yet unidentified Allied aircraft; the new U-117, commanded by Hans-Werner Neumann, age thirty-six, who first laid a nonproductive minefield off the northwestern coast of Iceland; and the new U-l 18, commanded by Werner Czygan, age thirty-seven.

All the U-boats sailing in September and October were equipped with the meter-wavelength FuMB radar detector made by Metox. The primitive but remarkably successful Metox (“Biscay Cross”) reduced U-boat losses, damage, and delays in crossing the Bay of Biscay to such a marked degree that on October 1 the British canceled the intense ASW aircraft offensive in the bay. But Metox gear was not able to detect centimetric-wavelength radar, which was fitted in the British surface escorts and the long- and very-long-range aircraft in the North Atlantic area. Although few in number, those radar-equipped aircraft were able to catch U-boats by surprise, disrupt numerous group attacks, and sink or damage an ever-increasing number of U-boats.

In the first days of September 1942, there were already three groups operating against the North Atlantic convoys: Loss, Vorwärts, and Pfeil. Acting on B-dienst information, on September 9, one of a dozen boats in the Vorwärts group, U-584, commanded by Joachim Deecke, sighted convoy Outbound North 127, about five hundred miles west of Ireland. Composed of thirty-two ships, the convoy was escorted by Canadian Escort Group C-4: two destroyers (the modern Ottawa and the ex-American four-stack St. Croix), three Canadian corvettes, and one British corvette. The Canadian vessels were equipped with the obsolescent Type 286 meter-wavelength radar, but all sets were out of commission. Only the British corvette Celandine had Type 271 centimetric-wavelength radar. None of the ships had Huff Duff.

Based on Deecke’s information, several boats got ahead of the convoy on September 10, submerged, and lay in wait in fine weather to make daylight submerged attacks. Seven boats fired torpedoes in the first attacks that day and on the surface at night. Shooting first, the experienced Hans-Jürgen Hellriegel in the famous but aging U-96 severely damaged two tankers in ballast and a freighter. Next, Hans Stock, age twenty-seven, in the new U-659 damaged the 8,000-ton British tanker Empire Oil, which was sunk later by Deecke in U-584, who also sank a freighter. Then came the experienced Otto von Bülow in U-404, who damaged another tanker in ballast. Richard Becker, age thirty-one, in the new type VIID (minelayer) U-218 damaged yet another tanker in ballast. Rolf Struckmeier in the new U-608 and Adolf Oelrich, age twenty-six, in the new U-92 shot at targets but missed.

Five of the six escorts counterattacked, throwing out depth charges. One escort hit Hans Stock in U-659. He reported “a loud knocking” in the tankage or propeller shafts, which forced him to abort to France. One corvette, Sherbrooke, was designated to fall back and sink by gun two ships damaged by Hellriegel in U-96: the 4,200-ton Belgian freighter Elisabeth van Belgie and the 6,300-ton British tanker Sveve. The British at Western Approaches sarcastically criticized the Canadians for, as they put it, “helping to reduce our tonnage by weakening the escort and completing the enemy’s work.” The other three damaged tankers limped to port and were saved.

In the second wave of attacks during the next forty-eight hours, five boats fired torpedoes. Von Bülow in U-404 claimed sinking three freighters for 17,000 tons with a full bow salvo, but only damage to a 9,300-ton tanker in ballast was confirmed in postwar records. Karl Hause in the new U-211 fired four torpedoes at four ships and damaged two, a 14,000-ton British whale factory ship and a 6,800-ton British freighter, both of which were subsequently sunk by Struckmeier in U-608. Josef Röther in the new U-380 fired four torpedoes at three targets and heard three detonations, but the hits could not be confirmed. Friedrich Mumm in U-594 also missed with four torpedoes. Oelrich in U-92 fired four torpedoes at a “destroyer” and claimed sinking it, but this success was never confirmed either.

Again the escorts counterattacked vigorously. One found and depth-charged Becker’s big, clumsy VIID (minelayer) U-218, inflicting such heavy damage that he was forced to haul out, then abort to France. In the melee, Röther in U-380 lost a diesel engine, which he could not repair and he was also forced to haul away. An escort fired at Heinz Walkerling, age twenty-seven, in the new (7-97, causing “slight” damage, but Walkerling pressed on. Another escort thwarted a third attack by Struckmeier in U-608. Hellriegel in U-96 lost a diesel engine chasing down a 400-ton Portuguese sailing trawler and, as a result, declared himself temporarily unfit for convoy attacks.

In a noteworthy achievement, two Canadian Cansos from Botwood, Newfoundland, made contact with Outbound North 127 six hundred miles out on September 13. They drove the U-boats under and off, but two boats continued the battle under cover of darkness. Oelrich in U-92 fired three torpedoes and claimed hits on three freighters, but these hits could not be confirmed. Firing two torpedoes, Walkerling in U-91 hit and sank the Canadian destroyer Ottawa, with the loss of 114 men. Shortly thereafter, two other destroyers from Halifax, the ex-American four-stack Annapolis and the old British Witch, joined the escort and, helped by the fog on the Newfoundland Bank, thwarted any further attacks.

Based on the flash reports from the boats of group Vorwärts, Dönitz had good reason to be pleased. He believed that twelve of the thirteen boats of the group—eight of them on maiden patrols—had attacked Outbound North 127 successfully, sinking nineteen ships for about 118,000 tons, including two destroyers and a corvette, and damaging six or more other ships. No U-boats had been lost. It was believed that only one boat, U-659, had been forced to abort with battle damage. The captains deserved “special recognition” for efficiency and tenacity, Dönitz logged. The one regrettable aspect of the battle was that torpedoes fitted with impact pistols had “such small effect” Would the technicians ever release the newly designed magnetic pistol for combat service?

The confirmed score from convoy Outbound North 127 was substantially less than the claims: the destroyer Ottawa and seven merchant ships for about 51,500 tons sunk and four tankers for about 27,000 tons damaged. Not one but two boats, U-659 and U-218, aborted with battle damage, and U-608 also limped home prematurely.

One of the boats of group Pfeil, the new Type VIID (minelayer) U-216, commanded by Karl-Otto Schultz, age twenty-seven, found a fast eastbound convoy on September 13. This was Halifax 206, comprised of forty-six heavily laden merchant ships protected by the well-equipped, experienced British Escort Group B-l: two destroyers (Hurricane and Watchman) and four corvettes. Schultz attempted to shadow, but the escorts used direction-finding gear to locate his signals and drove him under. Nonetheless, Dönitz directed the rest of group Pfeil to close on the convoy. Another Pfeil boat, the new U-440, commanded by Hans Geissler, age twenty-five, not yet two weeks out from Kiel, attempted to attack, but an escort also drove this boat off and down, inflicting such heavy damage that Geissler was forced to abort to France. Inasmuch as the convoy reached air cover from Iceland before group Pfeil could properly assemble, Dönitz canceled the attack. The British praised the good performance of Huff Duff in this engagement.

Another Pfeil boat, the new U-221, commanded by Hans Trojer, age twenty-six, found a convoy sailing in the opposite direction on September 15. It was Outbound North 129, protected by Canadian Escort Group C-2: two British destroyers, four Canadian corvettes, and a British corvette. Dönitz ordered the other Pfeil boats to converge on Trojer, but foul weather blew up, preventing a mass attack, and all but one ship of the convoy got away. She was the 3,000-ton Norwegian freighter Olaf Fostenes, sunk by thirty-four-year-old Josef Röther in the new U-380. Rushing to join Pfeil for this attack on September 15, the new U-261, commanded by Hans Lange, age twenty-seven, merely one week out from Kiel, was caught and sunk near Rosemary Bank by a Whitley of RAF Squadron 58, piloted by B. F. Snell. There were no survivors of U-261.

Acting on B-dienst information, a boat of group Loss, U-599, commanded by Wolfgang Breithaupt, age twenty-nine, intercepted another eastbound convoy on September 18. This was Slow Convoy 100, a group of twenty-four heavily laden merchant ships, escorted by Paul R. Heineman’s American Escort Group A-3: the big Treasury-class Coast Guard cutters Campbell and Spencer and five corvettes, plus two Canadian corvettes en route to the British Isles for duty in Torch.*

At this time the Admiralty deployed to the North Atlantic an experimental hunter-killer group, designated the 20th Support Group. It originally included a “jeep” carrier, but that had been diverted to augment Torch forces. Now composed of ten warships (four destroyers, four River-class frigates, and two sloops), the group sailed from the British Isles in late September in conjunction with convoy Outbound North (Slow) 132, which included a tanker, Laurelwood, to refuel the group at sea. Unattached to any convoy, the purpose of the experimental 20th Support Group was to patrol the convoy routes and to rush in on call and attack any U-boats that might find Outbound North (Slow) 132 and/or the inbound Slow Convoys 100 and 102.

Breithaupt in U-599 shadowed and sent beacon signals to bring up the other boats of group Loss to eastbound Slow Convoy 100. Next to arrive was the new U-755, commanded by Walter Göing, age twenty-eight, fresh from sinking an American warship.* Next came Klaus Köpke, age twenty-seven, in the new U-259 and Hans Peter Hinsch in the veteran U-569. While attempting to attack submerged, Köpke collided with a merchant ship and had to break off the attack and surface. Later a “destroyer” came out of the fog, forced Köpke and Hinsch to dive, then pasted both boats with numerous depth charges. Low on fuel, Hinsch in U-569 headed for France; Köpke in U-259 remained with the pack.

Eager for another big convoy victory, Dönitz ordered the boats of group Pfeil to join group Loss for a combined attack of about twenty-one U-boats. Meanwhile, the Loss boats still in contact with the convoy were authorized to shoot, Paul-Karl Loeser, age twenty-seven, in the new U-373, and Günter Jahn, age thirty-two, in the new U-596 fired almost simultaneously. Loeser thought he hit a corvette (the Canadian Rosthern), but he missed. Jahn hit and sank a 5,700-ton British freighter.

A massive storm, described by the U-boat skippers as a “hurricane,” blew into the battle scene, spoiling the merger of Loss and Pfeil Hanging on doggedly, Breithaupt in U-599, Jahn in U-596, Göing in U-755, and Ralph Kapitzky, age twenty-six, in the new U-615 sought to outmaneuver or outguess the escorts and shoot. Kapitzky had to forgo an opportunity to shoot at “two destroyers,” he reported, because “the seas were too big.” In truth, the seas were so wild that the convoy had to heave to and ride out the storm. Unaware that several boats were still in contact, Dönitz prematurely canceled operations because of the hurricane.

On the third day of the storm, one of the Pfeil boats, U-617, commanded by Albrecht Brandi, age twenty-eight, making his maiden patrol, relocated Slow Convoy 100. He shot at and sank three ships: the 8,900-ton British tanker Athelsultan, the 2,300-ton British freighter Tennessee, and a straggler, the 3,600-ton Belgian freighter Roumanie. Brandi reported his successes and the position of the convoy, but U-boat headquarters did not receive the message. As a result, no boats came up to assist him.

A Loss boat and a Pfeil boat made contact with the convoy in clearing weather the next day, September 24. The Loss boat was the veteran U-432, commanded by the Ritterkreuz holder Heinz-Otto Schultze. The Pfeil boat was the new U-258, commanded by Wilhelm von Mässenhausen, age twenty-seven. Schultze sank a 5,900-ton American freighter. Mässenhausen fired a full bow salvo at overlapping ships and claimed damage to two freighters, but the hits could not be confirmed.

On the next day, Coastal Command aircraft gave Slow Convoy 100 saturation coverage, which drove the U-boats under and held others at bay. Upon learning of this, Dönitz canceled a plan to resume operations, blaming the storm, poor radio reception, and aggressive escorts for the failure of the joint Loss-Pfeil attack. The confirmed losses in Slow Convoy 100: five ships for 26,300 tons. Three of the five were sunk by one of the twenty-one U-boats assigned to the battle, Brandi in U-617.

Caught up in the same hurricane, the British 20th Support Group was unable to carry out its hunter-killer mission. After the weather cleared, the group remained briefly in support of Convoy 100 and Slow Convoy 102 (the first of this type to sail from New York), but for naught since the U-boats did not find and attack that convoy. In early October the hunter-killer group returned to the British Isles to prepare for Torch missions. Although it had not made contact with the enemy, the group gained valuable operating experience, which was passed on for the benefit of hunter-killer groups to be formed in the future.

Farther to the west, meanwhile, the seven remaining boats of group Vorwärts refueled from Wolf Stiebler’s tanker, U-461, on September 20 and established a patrol line to intercept an eastbound convoy predicted by B-dienst. After the storm had swept through, one of these boats, the new U-380, commanded by Josef Röther (who had sunk a lone 3,000-ton Norwegian freighter from Outbound North 129 but lost that convoy in foul weather), found what he reported to be an eastbound convoy of big “troop transports.” Owing to the “great value” of these supposed troopships, all remaining boats of groups Pfeil, Vorwärts, and the boats of a newly formed group, Blitz, were ordered to converge on Röther’s convoy.

Röther had found not a convoy of big “troop transports,” but rather a formation of moderate-size vessels similar in silhouette to big two-funnel ocean liners. In actuality, they were American Great Lakes steamers sold to the British en route from the St. Lawrence River to England in a special fast convoy, River to Britain, or RB 1. A dozen or more U-boats responded to Röther’s contact, all hungrily seeking a formation of ocean liners of 15,000 to 20,000 tons filled with troops.

Ten U-boats were in contact with convoy RB 1 by September 23. Two boats, Hellriegel’s U-96 and Röther’s U-380, incurred diesel-engine failures that spoiled any chance of hauling ahead for an attack. Six other boats attempted to shoot, but only two managed to do so: Karl Hause, age twenty-six, in the new U-211 and the Ritterkreuz holder Ernst Mengersen in U-607. Neither skipper claimed a hit. Mengersen reported that while maneuvering for a submerged daylight attack, he was rammed by a destroyer but sustained only slight damage. By happenstance, Hause in U-211 encountered the 11,200-ton American tanker Esso Williamsburg, which was sailing alone, and sank her.

A dozen boats held contact with the RB convoy. On September 25 and 26 half  of them attacked. Karl-Otto Schultz in the new VIID (minelayer) U-216 claimed sinking a 19,000-ton liner. His victim was later identified as the 5,000-ton laker Boston. Hellriegel in U-96 claimed that his torpedoes “exploded” a 17,700-ton liner. His victim was later identified as the 5,000-ton laker New York. Kurt Makowski, age twenty-seven, in the new U-618, claimed sinking a 11,660-ton vessel, which proved to be the 1,500-ton laker Yorktown. Heinz Walkerling in U-91 claimed a hit on a steamer, but it could not be confirmed. Kurt Sturm, age thirty-six, in the new U-410 reported four misses. Georg Wallas, age thirty-seven, in the new U-356 reported three misses. Otto von Bülow in U-404 reported that his attack failed. A half dozen boats lying in wait ahead of the convoy in daylight were outfoxed when the convoy suddenly zigged away.

Von Bülow in U-404 hung on tenaciously. The next day he regained contact and attacked, firing three torpedoes at a destroyer, the old 1,100-ton British Veteran. Two torpedoes hit Veteran; the third hit a freighter. The destroyer blew apart and sank with heavy loss of life. The hit on the freighter could not be confirmed.*

Shortly afterward von Bülow returned to France. He claimed sinking three freighters and a tanker for 23,000 tons, the destroyer Veteran, and probable hits on two other freighters during this patrol. Postwar records confirmed the sinking of Veteran but not the other ships, plus hits on two tankers in ballast for 16,700 tons. Counting past claims and overclaims, von Bülow was awarded a Ritterkreuz.† He was the only skipper in the North Atlantic to win that high decoration in the fall of 1942.

Dönitz was convinced that this attack on RB 1 was successful: three big “ocean liners” for about 50,000 tons and Veteran sunk. When aircraft from Iceland appeared at the site, he wrongly assumed that they must be assisting in the rescue of the hundreds of soldiers embarked in the liners and canceled further operations. The OKM diarist—and Berlin radio—gloated that the loss of the “three big ocean liners” was “a severe blow to the enemy.” In reality, the U-boats had sunk three ancient lakers and Veteran, comprising 12,600 tons in all.

A boat of group Pfeil, the U-617, commanded by Albrecht Brandi, came upon another convoy in foul weather on September 26. It was Outbound North 131, escorted by Canadian Escort Group C-3, the destroyers Saguenay and Skeena and five corvettes. Brandi’s contact report drew in seventeen other boats of groups Vörwarts and Blitz, which hurriedly reorganized into a single new group, Tiger.

While the boats gathered, Brandi was authorized to shoot. He claimed that three torpedoes sank two freighters and damaged another, but none of these sinkings or hits have been confirmed in postwar records. One of the radar-equipped escorts drove Brandi off and prevented a second attack. Thereafter another massive storm swept the area, fouling the operations of group Tiger. The old hand Werner Schulte in U-582 sank a 3,000-ton Norwegian freighter that strayed from this convoy. Kurt Makowski in the new U-619 found and sank another, a 7,200-ton American freighter. Georg Wallas in U-356 hit and stopped yet another straggler from the convoy, but he missed and the ship steamed off into foul weather and escaped. Another boat of this group, U-595, commanded by Jürgen Quaet-Faslem, was disabled by a fire in a battery cable and forced to abort to France. Due to the storm, operations versus Outbound North 131 were canceled.

Altogether, the Allies sailed nineteen convoys across the North Atlantic run east or west in September, comprised of about 580 merchant ships.* The great congregation of U-boats mounted decisive attacks on only three convoys in the month of September: the eastbound Slow Convoy 100 and RB 1, and the westbound Outbound North 127. From these convoys, the boats sank nineteen merchant ships (3 percent) and two destroyers (the Canadian Ottawa and the British Veteran) for about 89,000 tons. Nine of the merchant ships sunk (1.5 percent) were eastbound to the British Isles.

German casualties in the North Atlantic in the month of September were not light. Five new boats were lost: the IX U-165, and the VIIs U-253, U-261, U-705, and U-756. Four VIIs aborted with battle damage: U-218, U-440, U-595, and U-659. In addition, one of the two highest scorers, the aging U-96 (four ships for 16,000 tons), had to go into yard overhaul.


HEAVY U-BOAT LOSSES


By October 1942, the Queen Mary, Queen Elizabeth, and Acquitania were operating fulltime on the North Atlantic run transporting American personnel to the British Isles. Sailing with as many as fifteen thousand troops, these fast liner troopships were escorted away from the American coast by American destroyers, then zigzagging at high speed, crossed the Atlantic unescorted. Upon nearing the British Isles, an escort of British warships met the liners and shepherded them through North Channel to the Firth of Clyde.

On the night of October 1, the Queen Mary, captained by C. G. Illingworth, with about fifteen thousand American troops embarked, picked up her British escort about sixty miles northwest of Bloody Foreland. The warships included the light antiaircraft cruiser Curaçao, commanded by John Boutwood. As it happened, that night the new Type VII U-407, commanded by twenty-five-year-old Ernst-Ulrich Brüller, which had sailed to the North Atlantic from Kiel on August 15 and was inbound to Brest, came upon the 81,235-ton Queen Mary, with a fair chance to shoot.

Apparently, lookouts or the radar watch on Curaçao or Queen Mary saw U-407 and gave the alarm. Turning to run down U-407’s bearing, Curaçao crossed into the zigzagging path of Queen Mary. The sharp bow of the big liner struck Curaçao amidships at about twenty-six knots and cut her clean in half. The two sections of Curaçao drifted apart and sank within five minutes. Captain Illingworth could not risk the Queen Mary to rescue Curaçao’s survivors, and 338 men perished. Brüller deserved credit for indirectly causing the loss of Curaçao, but the British kept the mishap secret until after the war.

In compliance with Hitler’s orders, six Type VIIs of the Atlantic force were directed to penetrate the Strait of Gibraltar during the period of the October new moon and permanently join the Mediterranean U-boat force, commanded by Leo Karl Kreisch. For administrative purposes, Dönitz organized the boats into group Tümmler After passing through the strait, they were to patrol the western Mediterranean before proceeding to bases at La Spezia, Pola, or Salamis.

Group Tümmler sailed from French bases from October 1 to October 4. En route, two boats reported “radio failures” and did not attempt the strait: Dietrich Lohmann in U-89 and Rudolf Franzius in U-438. Both skippers subsequently repaired their radios and joined groups operating on the North Atlantic run. Four boats successfully penetrated the strait on the nights of October 10 and 11: Kurt Diggins in U-458, Gerd Kelbling in U-593, Herbert-Viktor Schütze in U-605, and Gotz Baur in U-660. Schütze in U-605 reported that upon entering the Mediterranean, a British submarine shot at him but missed. The addition of these four boats increased the German U-boat force in the Mediterranean to nineteen.

The “loss” of these four boats from the Atlantic force to the Mediterranean was partially offset by the return of two boats that had been loaned recently to the Norway/Arctic commands to attack PQ/QP convoys and repel possible invaders of Norway. These were the U-606, with a third skipper in as many months, Hans Döhler, age twenty-four, and the U-436, commanded by Günther Seibicke. Both boats proceeded directly from Norway to groups operating on the North Atlantic run.

A boat of group Luchs, the new U-610, commanded by Walter von Freyberg-Eisenberg-Allmendingen, age twenty-six, found an eastbound convoy on October 2. This was the fast Halifax 209, protected by British Escort Group B-4. Acting on U-610’s signals, other boats of group Luchs converged, but the weather again turned foul and a solar storm drastically impeded radio transmissions. Nonetheless, a dozen boats got close to the Allied ships and a few were able to shoot. Odo Loewe, from the wrecked U-256, substituting in U-254 for the regular captain, Hans Gilardone, who was ill, reported that he sank the burned-out hulk of the 11,700-ton abandoned American tanker Robert H. Colley, but no other boats had any success.

One reason, U-boat skippers reported, was that “seaplanes” were swarming over Halifax 209, preventing attacks. These were probably Catalinas based in Iceland, working at extreme range. The air escorts sank two U-boats with the loss of all hands: Werner Schulte in 17-582 and Kurt Makowski in the new U-619* A Catalina of U.S. Navy Squadron VP 73 sank U-582.† A Hudson of British Squadron 269, piloted by J. Markham, sank U-619. Another British aircraft depth-charged Heinz Rahe in the new U-257 so badly that he was forced to abort to France, where battle-damage repairs required weeks.

In the days following, Dönitz jockeyed groups Leopard, Wotan, and Panter to intercept westbound convoys, based on a good flow of information from B-dienst. Several boats made contact with one or more of these convoys, but owing to heavy storms, poor communications, misidentifications, erroneous position reports, and other factors, the outcome was less than satisfactory.

A new boat of group Leopard, U-620, commanded by Heinz Stein, age twenty-nine, reported a westbound convoy in very rough seas on October 12. This was Outbound North (Slow) 136, which had come apart in the storm. In response to Stein’s signals, the new U-382, commanded by Herbert Juli, age twenty-six, and the U-597, commanded by Eberhard Bopst, came up and made contact with scattered sections of the convoy, which was escorted by British group B-3. Juli in U-382 fired a salvo of three torpedoes at a “flush-deck destroyer.” He claimed she sank, but no hits on a destroyer could be confirmed. Bopst in U-597 fired four torpedoes at a 7,000-ton freighter and claimed hits, but these were never confirmed either.

Four different U-boats each picked off a straggling freighter of Outbound North (Slow) 136: Ralph Kapitzky in the new U-615 got a 4,200-ton Panamanian and captured the captain and chief engineer; Horst Schünemann, age twenty-eight, in the new U-621 got a 6,100-ton Britisher; Horst Kessler in the U-704, making his second patrol, got a 4,200-ton Britisher; and Alexander Zitzewitz, age twenty-six, in the new U-706, also got a 4,200-ton Britisher.

The convoy escorts and long-range Coastal Command aircraft from Iceland counterattacked the boats of group Leopard. Coastal Command aircraft continued to have successes:

• At about noon on October 12, a B-24, piloted by the commander of British Squadron 120, Terence M. Bulloch, spotted Bopst in U-597 on the surface. In a straight-in, diving attack, Bulloch dropped six shallow-set depth charges on U-597 in a close pattern. Bulloch reported that the U-boat literally blew up, hurling a “large oval chunk” of steel skyward that almost hit his rear gun turret. There were no German survivors.

• Another (unidentified) aircraft caught and depth-charged Herbert Juli in U-382, disabling three of his four bow torpedo tubes. Upon reporting this damage, Juli was ordered to leave the combat zone and to find and provide escort for the inbound blockade-runner Tannenfels. When he finally reached France at the end of October, the boat went into repair for over three months.

Surface escorts of convoy Outbound North (Slow) 136 pounced on Heinz Stein in U-620 and Klaus Rudloff in U-609. They depth-charged Stein for six hours, but he survived to fight on. Battle damage forced Rudloff in U-609, who had only just arrived from France, to abort.

On that same day, October 12, the new U-258 of group Wotan, commanded by Wilhelm von Mässenhausen, found an anticipated eastbound convoy. This was Slow Convoy 104, composed of forty-eight ships, which had sailed from New York on October 3. It was protected by British Escort Group B-6, the battle-wise British destroyers Fame and Viscount and four corvettes manned by Norwegian crews. The British destroyers were equipped with Type 271 centimetric-wavelength radar; at least two ships had Huff Duff.

Von Mässenhausen shadowed Slow Convoy 104 and brought up group Wotan. Next to arrive were the new U-221 and U-356, commanded by Hans Trojer and Georg Wallas, respectively. The destroyers and corvettes drove von Mässenhausen and Wallas off, but Trojer in U-221 found an opening and shot a full salvo of five torpedoes. He claimed sinking four freighters for 20,000 tons and leaving another in flames, but only three sinkings for 11,354 tons could be confirmed in this first attack.

Five Wotan boats got into position to launch a second attack on Slow Convoy 104 on October 14. Leading the pack was Trojer in U-221, who claimed sinking four more ships for 27,547 tons, including the British whale factory ship Southern Empress. Only two of these sinkings were confirmed, a 5,900-ton American freighter and the 12,398-ton Southern Empress* The Ritterkreuz holder Ernst Mengersen in U-607 hit and sank a 4,800-ton Greek freighter, but an escort counterattacked him, causing so much damage that he was forced to abort to France. Erich von Lilienfeldt, age twenty-six, in the new U-661, sank a 3,700-ton Greek freighter. Yet another new skipper, Kurt Baberg, age twenty-five, in U-618, claimed two sinkings for 11,000 tons plus damage to a third ship, but only one sinking, a 5,800-ton British freighter, could be confirmed. Finally, another new skipper, Kurt Sturm in U-410, claimed to have sunk a 3,000-ton freighter that had been damaged by another boat.

In retaliation, each of the two British destroyers of the escort sank a Type VIIC U-boat.

• Viscount, commanded by John Waterman, got a radar contact at six thousand yards on the new U-661 in the early hours of October 15. Waterman immediately rang up twenty-six knots and set a course to ram. He missed on the first try, but, as he put it, “for reasons which will never be discovered,” the U-boat turned and cut right across Viscount’s bow. This time the destroyer hit U-661 a hard blow abaft the conning tower and rode up on her superstructure. When the two ships disengaged, Waterman wrote, the U-boat had “a broken back” and “Viscount opened fire and obtained numerous hits with the close-range weapons.” Fourteen minutes after the original contact, Waterman dropped a “heavy charge” on U-661. Destroyed by these depth charges, the boat upended and sank stern first with no survivors. Heavily damaged by the collision, Viscount reduced speed to seven knots and eased inside the convoy formation.

• In the afternoon of the next day, October 16, the destroyer Fame, commanded by R. Heathcote, which was sweeping ahead of the convoy, got a firm sonar contact at two thousand yards. This was the new boat U-353, commanded by twenty-six-year-old Wolfgang Römer, twenty-five days out from Kiel. Römer was hovering at sixty-five feet—not deep enough to pass under the convoy and too deep to use his periscope. Before he could collect his wits and evade, Fame was on top of U-353, throwing off ten depth charges set for fifty to 140 feet. These explosions wrecked U-353. Römer ordered her to the surface to scuttle.

As Fame was coming about for a Hedgehog attack, U-353 suddenly popped up. When Römer and his crew rushed topside, Heathcote and his men opened fire with every weapon that would bear and rang up eighteen knots to ram. Fame hit U-353 a glancing blow and scraped down her starboard side, tearing a “long rent” in her own plating. When U-353 drew astern, Fame plastered her with five more depth charges set for fifty feet. Meanwhile, the entire convoy overtook the combatants and every ship in it that could bring a weapon to bear opened fire on the U-boat.

Amid this tumult, Römer and his crew jumped overboard. Heathcote sent a boarding party to ransack U-353 for intelligence documents, but the party, commanded by P. M. Jones, had only five minutes inside the sinking boat and it found nothing of value. Fame and the Norwegian-manned corvette Acanthus picked up Römer and thirty-seven other survivors. Six Germans died in the sinking. Too badly damaged by the collision to provide further escort, Fame limped alone to the British Isles.

British interrogators discovered that Römer had previously commanded the school duck U-56. After Werner Pfeifer of U-581 and Otto Harms of U-464, Römer was the third skipper of U-56 to be captured, a record of sorts. The interrogators wrote that Römer complained bitterly about the shortage of qualified personnel to man the U-boats. His engineer was the only officer with prior experience in submarines, and that experience had been gained in a school boat. About 80 percent of the enlisted men of U-353 were raw recruits with scant training, the British reported.

The damage to Viscount and the departure of Fame left only the four Norwegian-manned corvettes to protect Slow Convoy 104. Command responsibility fell on the senior Norwegian, C. A. Monsen in Potentilla. Late in the evening of October 16, he got a radar contact at 2,800 yards and unhesitatingly turned to ram. The U-boat reversed course and came directly at Potentilla at full speed. Fearing that his corvette might be fatally damaged in a head-to-head collision with a U-boat at a combined speed of about thirty knots, Monsen veered off. As the U-boat passed close down his port side, he threw over five depth charges set for fifty to 140 feet. When the boat dived, Monsen ran at the swirl and dropped thirteen more depth charges.

No positive identification of this boat can be made. Very likely it was the U-254, which Odo Loewe commanded temporarily in place of the ill Hans Gilardone. After making contact with Slow Convoy 104, Loewe reported that escorts had forced him under three times and that he had incurred heavy depth-charge damage and was forced to abort for the second time in as many patrols.

Homebound, Loewe linked up with another battle-damaged boat, Klaus Rudloff in U-609, who provided Loewe with Metox radar-detector protection while crossing the Bay of Biscay. Upon reaching France, Loewe turned U-254 back over to Gilardone. In the meantime, his own battle-damaged boat, U-256, had been declared nonserviceable, and as a result, Loewe returned to Germany to commission a new Type VII. This was U-954f to which Dönitz’s youngest son, twenty-year-old Peter, had been assigned as a junior watch officer.

Eight Catalinas and B-24 Liberators based in Iceland flew out to provide Slow Convoy 104 with air escort on October 16 and 17. Upon learning of this saturation coverage, Dönitz canceled operations and put the boats back on the trail of Outbound North convoys.

Upon analysis of the attacks and the sinking reports on Slow Convoy 104, Dönitz had ambivalent feelings. He praised Trojer in U-221 for good tracking in foul weather and for sinking (as was believed) eight ships for 45,000 tons, making the supposed sinkings eleven out of what was erroneously believed to be a convoy of only nineteen ships. At the same time, Dönitz again went out of his way to comment bitterly that convoy battles had become “much more difficult.” It was therefore “intensely important”—even “decisive”—that new German weapons, such as search radar and improved radar detectors, heavier flak guns, and reliable torpedo pistols be developed as soon as possible. Unaware of the loss of U-353 in this action or of the heavy damage to U-254, he logged German casualties as U-661 sunk and U-607 damaged. The confirmed Allied losses from Slow Convoy 104 were eight of forty-eight ships for about 44,000 tons. The confirmed German losses were U-353 and U-661 sunk, and U-254 and U-607 damaged.

In the days following, several of the U-boats again made contact with westbound convoys. For various reasons, including foul weather, Dönitz was not able to mobilize an effective group attack on any of them. However, a half dozen boats from several different groups picked off seven ships for nearly 60,000 tons. Old hand Günther Heydemann in U-575 achieved the most notable success by sinking the 11,300-ton British troopship Abosso, which was loaded with Allied military personnel, including a number of Dutch submariners. Walter von Freyberg-Eisenberg-Allmendingen in the new U-610 and Kurt Baberg in the new U-618 each sank an American freighter, stragglers from Outbound North 137.

The U-boats also found Outbound North (Slow) 138. It was composed of forty-eight merchant ships, protected by the crack British Escort Group B-2, commanded by Donald Macintyre. The escort group consisted of three British destroyers (Hesperus, Whitehall, and Vanessa) and three British corvettes. Every warship had Type 271 centimetric-wavelength radar; Hesperus and the rescue vessel, Accrington, had Huff Duff.

The convoy had sailed from Liverpool on October 11 and was almost immediately scattered in a raging storm. A week later Macintyre finally got the ships into proper formation. Three days later, on October 21—Trafalgar Day—the weather cleared beautifully and the escorts refueled from a tanker in the convoy, a technique the British had only just begun to master. On the night of October 23, British land-based Huff Duff picked up the now familiar urgent beginning of a U-boat convoy-contact report (“Beta Beta,” colloquially dubbed “B-bar”), and Macintyre girded for a pack attack.

The destroyers Hesperus and Vanessa ran out a Huff Duff bearing but found nothing. For the next several days, Macintyre wrote,* all three destroyers responded to local Huff Duff contacts by running down bearings, and by this means and by radical changes of course by the convoy, prevented a full-scale U-boat assembly. The underway refueling and a shift to a “more southerly” convoy course (for New York) also helped. The result was that no U-boat attacked any ship in Outbound North (Slow) 138.

At about this time, a boat of the Puma group, the new U-443, commanded by Konstantin von Puttkamer, age twenty-five, found convoy Outbound North 139. This was an odd-numbered “fast” formation, the reverse of the fast Halifax convoys; therefore it was more difficult to bring up U-boats for a mass attack.

In view of that fact, Dönitz had recently made an important change in convoy-attack doctrine: If the convoy speed of advance was eleven knots or more, the U-boat first making contact was authorized to shoot after sending a contact report. Von Puttkamer reported and shot, sinking two big British ships: a 9,800-ton freighter and the 8,000-ton tanker Donax. Escorts promptly counterattacked with depth charges and held U-443 down until the convoy escaped. Over the next several days six other Puma boats made contact, but none had any success.

During this same period, land-based aircraft assigned to Coastal Command inflicted further heavy losses on the Atlantic U-boat force: four boats sunk, two severely damaged. Two were accounted for by Coastal Command Squadron 224, based in southern England and newly equipped with twelve B-24 Liberators.†

• On October 20, a B-24 Liberator of Squadron 224, piloted by D. M. Sleep, sank the new type VIID (minelayer) U-216, commanded by Karl-Otto Schultz, directly west of the Bay of Biscay.‡ There were no survivors. The debris from the exploding U-boat severely damaged the aircraft, which crashed while attempting an emergency landing at a base.

• On October 22, a Leigh Light-equipped Wellington of Squadron 179, piloted by A.D.S. Martin, sank the new Type VII U-412, commanded by Walter Jahrmärker, age twenty-five, as she entered the Atlantic northeast of the Faeroes, six days out from Kiel. There were no survivors.

• On October 24, another B-24 of Squadron 224, piloted by B. P. Liddington, sank the new Type VII U-599, commanded by Wolfgang Breithaupt, directly west of the Bay of Biscay. There were no survivors.

• On October 24, an unidentified land-based aircraft hit and severely damaged the new U-620, commanded by Heinz Stein, who was pursuing Outbound North 139. The boat aborted and, on orders from Dönitz, withdrew from the North Atlantic to the quiet Gulf of Cadiz.

• On October 27, one of the newly assigned B-17 Flying Fortress of Squadron 206, piloted by R. L. Cowey, sank the new U-627, commanded by Robert Kindelbacher, age twenty-seven, south of Iceland, shortly after she entered the Atlantic. There were no survivors.

• On November 1, a Catalina of U.S. Navy Squadron VP 84, newly arrived in Iceland and piloted by R. C. Child, hit the new U-664, commanded by Adolf Graef, age twenty-six, with depth charges, four of which exploded nearby and caused severe damage. Only thirteen days out of Kiel, Graef was forced to jettison his two stern torpedoes and abort to France.

A recent transfer from the Arctic assigned to group Puma in the North Atlantic, the U-436, commanded by Günther Seibicke, came upon a fast eastbound convoy on October 26. This was Halifax 212, protected by Paul Heineman’s American Escort Group A-3, consisting of the big Coast Guard cutter Campbell the four-stack destroyer Badger, and six corvettes—five Canadian and one British. Three of the Canadian corvettes were en route to the British Isles for assignment to Torch forces. One of the latter, Summerside, had Type 271 centimetric-wavelength radar, but most of the other escorts lacked modern electronic-detection gear.

Seibicke in U-436 shadowed and brought up other Puma boats. During the night of October 27-28, three boats attacked. Shooting first, Seibicke fired a full salvo of five torpedoes. He claimed sinking a 5,000-ton freighter and a 10,000-ton tanker and damage to three freighters for 18,000 tons. In reality, he sank the 10,000-ton British tanker Sourabaya and damaged two other tankers, the 7,400-ton Norwegian Frontenac, which reached port, and the 8,200-ton American Gurney E. Newlin. Horst Schnemann, age twenty-eight, in the new U-621, shot two torpedoes at two freighters and claimed two hits, but the hits could not be verified. Hans Döhler, new skipper of U-606, which had been diverted to the Arctic for one patrol, sank the damaged Gurney E. Newlin and damaged the big 17,000-ton Norwegian whale factory ship, Kosmos II.

In a second attack on the following night, three skippers had successes. In spite of five misses, Ulrich von Soden-Fraunhafen, age twenty-nine, in the new U-624, sank the damaged Kosmos II, as well as the 7,700-ton American tanker Pan New York. Günther Seibicke in U-436 sank a 5,000-ton British freighter that had fallen back to assist Kosmos II. Hans Karl Kosbadt, age twenty-four, in the new boat U-224, sank a 4,000-ton Canadian freighter.

By the morning of October 29, Halifax 212 was close enough to Iceland to get B-24 support. Upon learning this, Dönitz canceled operations. He logged that ten of the twelve boats of Puma made contact and sank nine ships for 68,500 tons and damaged three other ships. The confirmed score was six ships (including four tankers) for 52,000 tons sunk and one tanker damaged.*

Three new Type IXCs sailed directly from the Baltic to patrol the Gulf of St. Lawrence before the cold weather shut down shipping operations. One skipper, Klaus Bargsten in U-521, had previously commanded the Type VII U-563, which was badly wrecked in December 1941 when Bargsten attempted to slip into the Mediterranean through the Strait of Gibraltar. He sailed from Kiel on October 3. The other two skippers, Volkmar Schwartzkopff, age twenty-eight, in U-520 and Herbert Schneider, age twenty-seven, in U-522, were new to command of oceangoing boats. They sailed from Kiel on October 3 and 8, respectively.

Near Cape Race, Newfoundland, on October 29, Schneider in U-522 spotted smoke on the horizon. This was Slow Convoy 107, comprised of forty-two ships, twenty from New York and twenty-two from Sydney and Halifax. The convoy was protected by an ad hoc Canadian escort group, C-4: one modern Canadian destroyer, Restigouche, commanded by Desmond W. Piers, and five corvettes—four Canadian and one British.† One Canadian corvette, Regina, aborted with engine problems. Another, Moosejaw, sailed to take her place. Restigouche had the older Type 286 meter-wavelength radar; the British corvette Celandine had the newer Type 271 centimetric-wavelength radar, but it broke down. Restigouche and the rescue ship Stockport had Huff Duff.

Upon receiving the contact report from Schneider in U-522, Dönitz directed the fourteen U-boats of group Veilchen to home on his signals. Allied land-based direction-finding stations and Huff Duff sets in the convoy picked up the heavy German radio traffic. As a result, Canadian authorities intensified ASW sea and air patrols. The four-stack Canadian destroyer Columbia (of the local escort group) found U-522 tailing the convoy and attempted to attack, but Schneider dived and drove her away with two torpedoes, which missed. The British destroyer Walker (also of the local escort) briefly extended her stay with the convoy.

Canadian Air Force aircraft supporting Slow Convoy 107 achieved two remarkable victories that went largely unheralded at the time:

• On October 30, while sweeping ahead of the convoy, E. L. Robinson, the pilot of one of two Hudsons of Squadron 145 supporting the convoy, saw a U-boat on the surface two miles off. This was the Type VII Veilchen boat U-658, commanded by Hans Senkel, making his second patrol. Robinson ran in and dropped four 250-pound Mark VIII depth charges, set at twenty-five feet. These straddled U-658 and blasted her to bits. There were no survivors.

• Eight hours later, a Digby of Squadron 10, homebound after providing escort to convoy Outbound North (Slow) 140, also saw a U-boat on the surface. This was one of the three new Type IXCs, U-520, commanded by Volkmar Schwartzkopff, racing up to join the Veilchen group. Attacking from 3,200 feet, the pilot, D. F. Raymes, dropped four 450-pound Mark VII depth charges on U-520. Nothing further was ever heard from that boat.

• On the day following, October 31, one of four Hudsons of Squadron 145 supporting Slow Convoy 107 found and attacked Klaus Bargsten in U-521, but he got away with minor damage.

One of the Veilchen boats, the new 11-381, commanded by Wilhelm-Heinrich von Pückler und Limpurg, age twenty-nine, made contact with Slow Convoy 107 on November 1 in deteriorating weather and shadowed. During the afternoon and evening, the Veilchen boats, as well as the two surviving IXCs, U-521 and U-522, closed on the convoy. That night and the next morning, November 1-2, the two IXCs and four VIIs of the Veilchen group attacked. The shadower, U-381, fired a spread at Restigouche, but missed.

The experienced Siegfried von Forstner in U-402, who had incurred heavy battle damage off Cape Hatteras on his prior patrol, closed to shoot. In three separate night-surface attacks over six hours, von Forstner claimed sinking six freighters for 40,000 tons and damage to one of 7,000 tons. His impressive confirmed score was four freighters sunk for about 20,000 tons and half credit for the 7,500-ton British freighter Empire Sunrise, which was sunk three hours later by the veteran Horst Uphoff in U-84.

The five corvettes raced hither and yon, firing guns at various U-boats and dropping depth charges. Star shells and flaming ships lit the seascape. The two Type IXs attacked next. Schneider in U-522 sank two freighters, a 5,800-ton Britisher and a 5,700-ton Greek, and damaged another 5,500-ton Britisher. Klaus Bargsten in U-521 claimed a possible hit on a corvette and the sinking of a stopped freighter. In actuality he missed the corvette Moosejaw and hit the 5,500-ton British freighter Hartington, which was sunk later by Herbert Schneider in U-522 and Rudolf Franzius in U-438, to share credit three ways.

Both sides ordered reinforcements into the battle during November 2. The Allies directed four warships to join Slow Convoy 107: the British destroyer Vanessa, which was escorting Halifax 213 astern of Slow Convoy 107; the American four-stack destroyers Leary and Schenck; and the Treasury-class Coast Guard cutter Ingham, from Iceland. Dönitz in turn directed a newly formed group, Natter, composed of a dozen boats, to join Veilchen.

On the second and third nights of the battle, November 2-3 and 3-4, seven U-boats attacked Slow Convoy 107. The experienced Dietrich Lohmann in U-89 sank two British freighters, the 5,300-ton Jeypore, serving as the convoy commodore’s flagship, and the 4,600-ton Daleby. Another experienced hand, Ernst Vogelsang in U-132, sank two ships, the 5,500-ton Dutch tanker Hobbema and a 6,400-ton British freighter, and damaged the 6,700-ton British freighter Hatimura. Soon after, Hans-Joachim Hesse, age thirty-six, in the new boat U-442, also hit the Hatimura, which blew up in a thunderous explosion. Later, it was postulated that the explosion of Hatimura most likely destroyed Vogelsang’s U-132.* Herbert Schneider in the Type IXC U-522 claimed sinking two more freighters for 6,200 tons, bringing his claimed bag on this patrol to nine ships sunk for 51,665 tons, but only a 3,200-ton Greek could be confirmed. Klaus Bargsten in the Type IXC U-521 claimed sinking a tanker and a freighter for 11,115 tons, but only the 6,900-ton American tanker Hahira could be confirmed.

The rescue ship Stockport fished out 350 survivors from the ships that went down. When she reported she had no more space, the American Navy seagoing tugs Uncas and Pessacus were pressed into service and collected 240 more survivors. Late on the evening of November 4, the two Navy tugs and the American Navy oiler Gauger, escorted by two corvettes, left the convoy to land about six hundred survivors in Iceland. Still later, eight of the surviving merchant ships, escorted by the destroyers Leary and Schenck and the Coast Guard cutter Ingham, also put into Iceland.

By the morning of November 5, B-24s and Catalinas from Iceland arrived to provide an air umbrella for Slow Convoy 107. Upon learning this, Dönitz canceled operations for the seven boats of group Veilchen and redirected the thirteen boats of group Natter to yet another Outbound North convoy. He was very well pleased with the destruction in Slow Convoy 107. Based on flash reports, he logged that the U-boats had sunk twenty-three merchant ships for 136,115 tons and damaged a destroyer, a corvette, and four other freighters. The confirmed score—the fourth most successful North Atlantic convoy attack of the war—was fifteen ships sunk for about 83,000 tons. Three boats were lost: the Type VIIs U-132 and U-658, and the Type IXC U-520. Severely depth-charged by Terence Bulloch in a B-24, Lohmann in U-89 was disabled and forced to abort to France.

It had become standard operating procedure at Western Approaches to denigrate the performance of Canadian escort groups, not to say Canadians in general. The after-action report of Slow Convoy 107 drew the usual negative endorsements. Furthermore, an inspector from Coastal Command, then in Newfoundland, concluded his visit with a damning indictment of Canadian Air Force ASW operations.

Neither of those reports adequately took into consideration the growing pains of the Canadian military forces or the shortcomings of their weaponry. The Canadian surface escorts were still making do with too few unimproved corvettes, green crews, and antiquated radar and sonar. The Atlantic forces had been pared to the bone to provide the seventeen most experienced and best-equipped Canadian corvettes for Torch. As for the air escorts, only two Canadian squadrons (5 and 116) had Cansos/Catalinas, and one of those units (116) had only just arrived in Newfoundland for duty. The other squadrons made do with limited-range Digbys and Hudsons.*


ASSESSMENTS


In the month of October, the Allies sailed sixteen convoys across the Atlantic, east and west,† comprised of about 725 merchant ships. The great congregation of U-boats on the North Atlantic convoy run mounted truly noteworthy attacks on only three convoys, all eastbound to the British Isles: Slow Convoy 104, Slow Convoy 107, and Halifax 212. From these three convoys the U-boats sank twenty-nine merchant ships for about 179,000 tons, all loaded with food and war materiel. Of the 725 merchant ships in all sixteen convoys, U-boats sank thirty-eight ships (5 percent),

German U-boat casualties in October were unusually heavy, indeed, by far the worst of the war to then. Twelve boats were lost on the North Atlantic run alone: the XB minelayer U-116, serving as a temporary tanker; the Type IXC U-520; and ten Type VIICs.‡ Remarkably, nine and maybe ten of the boats were sunk by Allied aircraft, unassisted by surface ships. Moreover, ten Type VIIs aborted in the month of October.§

In their rush to describe the “massacre” of merchant ships on the North Atlantic run, historians seldom, if ever, tabulate and stress the twenty U-boat casualties (sinkings and aborts) in the month of October. Doubtless these casualties provoked alarm and deeply troubling questions at U-boat headquarters. Over five hundred U-boat crewmen on the twelve lost boats had been killed or captured, not to mention other U-boat losses elsewhere in October.

When the months of September and October 1942 are combined, we see that the numerous groups of U-boats operating on the North Atlantic run mounted noteworthy attacks on six of the thirty-five convoys# that crossed the Atlantic in those months. From these convoys, comprising about 1,700 merchant ships, the U-boats sank fifty-seven cargo vessels (3 percent) plus the destroyers Ottawa and Veteran for 343,535 tons. In return, sixteen U-boats and about 720 German submariners were lost (or captured) in those two months, including U-116, the valuable XB minelayer serving as a provisional tanker. This was an intolerable exchange rate of about 3.5 merchant ships sunk for each U-boat lost. In addition, in the same two months, twelve U-boats on the North Atlantic run were forced to abort, bringing U-boat casualties (sinkings and aborts) to twenty-eight.

In this same period, American shipyards alone increased production of new merchant vessels to an astonishing rate, turning out nearly four times the gross tonnage of the ships lost in those six convoys:



	Month
	New Ships
	Gross Tons



	September
	94
	691,000



	October
	84
	599,000



	Totals
	178
	1,290,000*





A further close analysis of anticonvoy operations in all areas of the North Atlantic by the seventy-three attack boats sailing in September and October is also revealing. Forty-three of these patrols (59 percent) were carried out by new boats or new skippers. The fifty-seven merchant ships sunk by all the boats came to an average of .78 ships per boat per patrol. This was a marked decrease from the average .92 ships per boat per patrol achieved by the boats sailing to the North Atlantic in July and August.† Forty attack boats, or well over half of the seventy-three putting out (55 percent), sank no ships, an increase in the nonproductive trend, so ominous for the Germans:‡
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These figures show that even without reading the four-rotor naval Enigma, Triton, by the fall of 1942 the Allies were fast gaining the upper hand over the U-boat threat on the North Atlantic run. Lacking search radar, a reliable magnetic pistol for torpedoes, and adequate numbers of U-tankers, unaware of shipboard Huff Duff and harassed by radar-equipped Allied aircraft, skippers of the Type VII and Type IX U-boats fought convoy battles under increasingly severe handicaps. In truth, notwithstanding the slowly growing strength of the Atlantic U-boat force, there was no longer any possibility that the obsolescent Type VIIs and IXs could pose a meaningful, let alone decisive, threat to Allied shipping on the North Atlantic run. The much-vaunted “wolf pack” tactic was a failure on many levels.

Nonetheless, Dönitz insisted upon continuing the convoy battles in the North Atlantic. Apart from the Allied shiping losses achieved and the propaganda opportunities these offered, the presence of U-boats perpetuated the reign of terror at sea and compelled the Allies to continue using convoys, which cut imports and delayed some military operations. However, Dönitz’s plan had to be canceled. On November 8, when Berlin became aware of the Torch landings in Northwest Africa, Hitler directed that every available U-boat of the Atlantic force be employed to repel the Allied invaders.

Thus the U-boat campaign on the North Atlantic run was again abruptly halted, this time after merely four months into the renewed assault. In canceling this campaign, Hitler provided the Allies another “breathing space” in the North Atlantic, largely free of U-boats. During that breather, hundreds upon hundreds of loaded ships in Halifax and Slow convoys delivered huge quantities of oil, food, and supplies to the British Isles.


PATROLS TO THE AMERICAS


To exploit Allied shipping traffic in the Gulf of St. Lawrence and in the area of Trinidad—and to freeze ASW forces in those places and force the Allies to continue convoying—Dönitz deployed eighteen U-boats to American waters in September and October: thirteen Type IXs and five Type VIIs.

Four Type IXs sailed in September to Canadian waters for torpedo patrols within a period of one week, from September 19 to 26. One, U-518, was assigned the additional task of landing an agent of the Abwehr, the German intelligence agency, on the coast of New Brunswick.

Leaving from France, Hans-Joachim Schwantke in the aging IX U-43 and Hermann Rasch in the XB U-106 arrived in Canadian waters first. Both reported intense air patrols. Rasch likened them to the air threat in the Bay of Biscay. Newly installed Metox gear gave warning of aircraft using meter-wavelength ASV radar, but Rasch, who dived and surfaced U-106 so often that he felt like a “dolphin,” suggested that if at all possible, Metox should be upgraded to provide the range to the detected aircraft.

Both Schwantke and Rasch cruised boldly up the St. Lawrence River—Schwantke farther upstream that any U-boat skipper ever had—but attentive air patrols and noticeably improved cooperation between air and surface ASW forces thwarted attacks on convoys and single ships. Moreover, it was at about this time that Canadian authorities closed the St. Lawrence River to ocean shipping. In these arduous, nerve-racking operations, Schwantke sank no ships and Rasch sank but one: the 2,100-ton ore boat Waterton, escorted by the armed yacht Vison and an RCAF Canso. After the attack, Vison got U-106 on sonar and dropped twelve well-placed depth charges, forcing Rasch to lie doggo on the bottom at 607 feet for eight hours. Upon withdrawing from the Gulf of St. Lawrence, Schwantke advised Dönitz that Canadian ASW measures were now so effective that he should not send any more boats to the area. Rasch concurred, but Dönitz did not.

Harassed by aircraft, neither Schwantke nor Rasch had any further success. Homebound, the boats were to meet the tanker U-460, commanded by Ebe Schnoor, for replenishment. A raging storm delayed the refueling for six days, during which time they—and some other U-boats—literally ran out of fuel and drifted. Finally the refueling was carried out on November 29 and most of the boats returned to France, but Rasch in U-106 was temporarily diverted to help repel the Torch invasion convoys. For past successes and for his tenacity and aggressiveness in the St. Lawrence River, Dönitz awarded Rasch a Ritterkreuz.*

Homebound on November 17, Schwantke in U-43 found the eastbound Slow Convoy 109, whose Canadian escort had been weakened by the abort of the modern destroyer Saguenay, severely damaged in a collision with a merchant ship. An RCAF Canso drove U-43 off, but Schwantke regained contact the following day and got in one full salvo. He claimed he sank two freighters for 10,000 tons and damaged the 9,100-ton American tanker Brilliant, in ballast. The sinkings could not be confirmed, but Brilliant was indeed hit and damaged and later sank under tow.

Outbound from Germany to Canada, the new IXC/40 U-183 and IXC U-518, commanded by Heinrich Schäfer, age thirty-five, and Friedrich-Wilhelm Wissmann, age twenty-six, respectively, were diverted temporarily to a group on the North Atlantic run. While awaiting action, Schäfer was twice bombed by aircraft, but the damage was slight. After they were released from the group, both boats proceeded to the north outlet of Belle Isle Strait, to again check out Dönitz’s firm but wrong conviction that the Slow and Halifax convoys were exiting the Gulf of St. Lawrence through the strait, when, in actuality, they were leaving from New York. During ten days of lying in wait off the north exit, neither skipper found a convoy, of course, but Wissmann shot four torpedoes at a lone “destroyer.” However, all missed.

After the two boats had patrolled that area for ten fruitless days, Dönitz released them to penetrate the Gulf of St. Lawrence, via Cabot Strait. Proceeding slowly south along the east coast of Newfoundland toward St. John’s, Wissmann boldly entered Conception Bay, where he sank the 5,600-ton Canadian freighter Rose Castle and a 5,600-ton British ore carrier in the Wabana Roadstead. Schäfer fired two torpedoes at a tanker and a destroyer. He heard two detonations and claimed the tanker sank, but it could not be confirmed in postwar records.

Wissmann entered the gulf via Cabot Strait on November 2, en route to New Brunswick to land the Abwehr agent. A radar-equipped Canadian ASW aircraft caught U-518 in the strait and dropped four shallow-set depth charges, but Wissmann crash-dived and went deep. That maneuver and the sudden onset of fog thwarted a second air attack.

Running submerged most of the time to avoid ASW aircraft, Wissmann slowly proceeded westerly to Baie des Chaleurs. In the early hours of November 9, he carefully beached the bow of U-518 on a sandbar and landed the agent, Werner Alfred Waldmar von Janowski, on a deserted shore via an inflatable dinghy. When the dinghy returned, Wissmann backed off the sandbar and ran for the open waters of he gulf that same night. He reported to Dönitz that his special mission had been carried out without notable incident.* Finding no targets inside the gulf, Wissmann departed the area on November 17.

That same day, Schäfer in U-183 found the westbound convoy Outbound North (Slow) 142 on the Grand Banks. As he was preparing to attack, an RCAF aircraft escorting the convoy saw U-183 and dropped six close depth charges. Schäfer survived, but he had no further opportunity to get at the convoy. Furthermore, he reported mechanical defects that precluded any immediate convoy attacks.

Four days later, on November 21, Wissmann in U-518 found and attacked another incoming convoy, Outbound North 145, which, owing to a foul-up in communications between Canadian and American ASW forces, had no air cover. Wissmann sank the 6,100-ton British freighter Empire Sailor and damaged two tankers sailing in ballast, but his boat, too, was badly damaged.

Homebound, both skippers sank ships: Schäfer in U-183 got the 6,000-ton British freighter Empire Dabchink from convoy Outbound North (Slow) 146; Wissmann in U-518 got a lone 10,200-ton American tanker, Caddo, from which he captured the captain and first mate. Schäfer in U-183, like Rasch in U-106, was temporarily diverted to help repel Torch invasion convoys.

This four-boat foray into Canadian waters thus had to be deemed a failure. Only one boat, U-106, sank a ship inside the Gulf of St. Lawrence and that ship, Waterton, was merely 2,100 tons. Two boats, U-43 and U-183, sank one ship each outside the gulf. Apart from landing the agent, Wissmann in U-518 sank four ships for 29,748 tons—and damaged two tankers—all outside the gulf.

Before learning of the poor returns from these September IXs, Dönitz ordered three new IXCs sailing in October (U-520, U-521, U- 522) to patrol the Gulf of St. Lawrence. As related, while en route to Canada, all three boats became entangled in North Atlantic convoy battles; none reached Canada, and U-520 was lost. In the event, with icing, the closure of the St. Lawrence River to oceangoing traffic, and the onset of another bitterly cold winter, U-boat incursions became impractical.

Seven U-boats sailed to the area near Trinidad in September: four Type VIIs and three Type IXs. These four VIIs were the last of that type to conduct strictly torpedo patrols in American waters in 1942.

Rolf Mützelburg in U-203, who wore Oak Leaves on his Ritterkreuz, was the first of the VIIs to sail. After he crossed the Bay of Biscay, U-boat Control assigned him to chase a couple of convoys, but owing to foul weather, the chases came to naught, and upon release he proceeded to a rendezvous with Ebe Schnoor’s tanker, U-460.

Fourteen days out from France on September 11, Mützelburg hove to and announced a swim call. When he dived overboard, he slipped and hit his head on a saddle tank, incurring fatal injuries. Assuming temporary command of the boat, the first watch officer, Hans Seidel, age twenty-four, elected to head at maximum speed for Schnoor’s tanker, U-460, which had a doctor. However, after only a few hours, Mützelburg died and Dönitz directed Seidel in U-203 to return to France. When this melancholy boat reentered Lorient on September 18, Seidel left to commission and command a new Type VII in Germany. His predecessor as first watch officer, Hermann Kottmann, who had returned to Germany to command a new boat, was recalled to command U-203.

The other three VIIs followed U-203 from France by a week. While outbound in the Bay of Biscay, one, U-202, was bombed by a Coastal Command aircraft. Although two torpedoes were damaged, the boat continued its voyage. On September 17, all three boats refueled in mid-Atlantic from Schnoor’s U-460.

These three VIIs patrolled east and southeast of Trinidad. The experienced Johannes Liebe in U-332 was first to sink a ship: the 6,000-ton British freighter Registan. That same day, September 29, Günther Poser, age twenty-six, the new skipper of U-202, shot at but missed a big tanker and was in turn bombed by an aircraft on ASW patrol. The shock of the depth-charge explosions knocked out an air compressor, limiting U-202’s diving ability and forcing Poser to remain well to the east of Trinidad. On October 1, Günther Rosenberg, age twenty-five, the new skipper of U-201, and Poser in U-202 sank two small freighters sailing in company: the 2,100-ton American Alcoa Transport, and the 1,800-ton Dutch Achilles. Attempting to mount a second attack, Rosenberg was heavily depth-charged and driven off. Still working together on October 7 and 8, Rosenberg and Poser each got two hits to sink the 7,200-ton American Liberty ship John Carter Rose. On the following day, October 9, Rosenberg missed a big freighter, the 6,400-ton Dutch Flensburg, but after a hard chase, sank it by torpedo and gun. Reporting a double miss on a lone freighter, Poser informed U-boat Control that all his torpedoes were expended and that he was homebound. Rosenberg followed by a day or so.

These departures left one Type VII in American waters, Liebe’s U-332. An ASW aircraft knocked out his attack periscope, but Liebe pressed on, sinking a second freighter, the 5,000-ton British Rothley on October 19. Assured of a second refueling on the homebound leg, Liebe remained in waters off Trinidad until November 1, but he sank no more ships. Total bag for the three Type VIIs on this foray to Trinidad waters: six ships for 28,500 tons.

Liebe crossed the Atlantic to the Freetown area, where he refueled from the tanker U-462, which was supporting U-boats in the South Atlantic. Owing to the diversion of U-boats to the Torch invasion in November, and to his abundance of fuel and torpedoes, Liebe’s patrol was extended a full month, a very great hardship on the crew.

Three veteran Type IXs sailed from France to areas near Trinidad in mid- to late September. En route, Hans Witt in U-129, who had sunk eleven ships on his one prior patrol to the Americas, got the 5,500-ton Norwegian freighter Trafalgar.

Arriving in the area first, Ritterkreuz holder Georg Lassen in U-160 promptly picked up a small convoy outbound from Trinidad via the Tobago Passage. After flashing an alert, which was heard by another of the arriving skippers, Günther Müller-Stöckheim in U-67, Lassen lay in wait submerged and attacked. He managed to sink only one 730-ton British freighter and to damage a 6,200-ton American freighter before the escorts picked him up on sonar and pounded him with depth charges in shallow water. Müller-Stöckheim arrived too late to help.

All three IXs patrolled the Atlantic east and southeast of Trinidad during the last days of October. Witt in U-129 sank two American freighters for 12,400 tons. Müller-Stöckheim in U-67 hit the 4,400-ton Norwegian vessel Primero with two torpedoes. Seeing that it did not sink, he dived and approached his victim to inspect her at periscope depth. Then, as he was preparing to surface for a gun action, Primero veered into U-67’s path and smashed into the conning tower, crippling both periscopes. Rising to the surface, Müller-Stöckheim sank Primero with two more torpedoes, then hauled away to repair damage and to download the topside torpedoes. During the latter operation, a crewman was killed when excessive air pressure in a topside-storage canister blew the door into his chest.

Witt in U-129 and Lassen in U-160 entered the Caribbean, Witt via Mona Passage, Lassen via Tobago Passage. Encouraged to shell the refineries and tank farms on Aruba and Curacao, Witt planned to cruise far to the west, but that plan was shelved when Lassen in U-160 reported a westbound convoy, TAG 18, en route from Trinidad to Guantánamo Bay via Aruba.

Lassen estimated that the convoy consisted of about twenty freighters and tankers. On November 3, he attacked with great skill and coolness. He claimed sinking five ships for 31,500 tons; four for 25,600 tons were confirmed. Witt in U-129 raced up and attacked the convoy on November 5. He thought he sank five ships (three tankers, two freighters) for 31,000 tons within the space of ten minutes, but only two tankers for 14,600 tons were confirmed. Accepting the overclaims, Dönitz awarded Witt a Ritterkreuz.*

Hauling back to Atlantic waters east of Trinidad, Lassen in U-160 operated in loose cooperation with Müller-Stöckheim in U-67 from time to time in the ensuing days. Lassen sank three more freighters for 18,200 tons, bringing his confirmed bag to an impressive eight ships for 44,900 tons. Müller-Stöckheim sank three ships for 16,000 tons and damaged two others for 11,700 tons. These successes raised Müller-Stöckheim’s confirmed sinkings for the patrol to four vessels for 20,500 tons, which, combined with past claims and overclaims, was sufficient to earn a Ritterkreuz.†

Six of the seven boats sailing in October reached American waters. Four IXs patrolled the Trinidad area. Two IXs set off for Brazil, One of them, U-511, was recalled and diverted to attack Torch forces; the other, U-174, continued as planned. A single Type VII, U-608, was ordered to plant a minefield in the approaches to New York harbor.

The first of the four IXs sailing to the Trinidad area was the IXC U-505, commanded by a young new skipper, Peter Zschech, who had been first watch officer of the famous U-124. Born October 1, 1918, Zschech was only twenty-three years old when he assumed command of U-505 on September 15 and celebrated his twenty-fourth birthday three days before he sailed. On November 7 he sank a 7,200-ton British freighter sixty miles due east of Trinidad. That sinking drew saturation air coverage to the site. Nonetheless, on November 9, Zschech attacked another freighter, firing four torpedoes. All missed.

While U-505 was cruising on the surface on the afternoon of November 10, a twin-engine aircraft came out of the sun and attacked before the boat could dive. The plane dropped a string of shallow-set depth charges, which savaged the boat, blew up the plane, and severely wounded two Germans, including the second watch officer and a crewman. Another crewman, Hans Joachim Decker, wrote:

It looked as if a bulldozer had run over the deck—twisted steel, crumpled sheet metal, broken and twisted pipelines. Sections of the false hull [superstructure] had disappeared. The 37mm antiaircraft cannon had been blown overboard. And from behind the ship streamed an ever widening ribbon of thick, black substance. The bombs had split open our fuel tanks. A nice track that was. ... Below, we discovered that the after bulkhead of the engine room had buckled; the water had come from our fresh water cooling pipes, smashed in by a huge dent in the pressure hull over the port diesel.


No U-boat had ever sustained such massive damage and survived, Decker wrote. Running east on one engine to elude other Trinidad-based aircraft, the crew worked feverishly to repair the worst of the damage so that the boat could dive. Thirteen long days later, on November 22, U-505 rendezvoused with the tanker U-462. Zschech left the wounded second watch officer in the care of the doctor on U-462, which was returning to France, took on fuel and a Metox set, and limped onward to France, arriving on December 12. The U-505 was in battle-damage repair and modification for the next seven months.

The other three IXs sailing for the Trinidad area in October were badly in need of successes. In a prior eighty-one-day patrol to the Caribbean under the command of Walther Kölle, U-154 had sunk only one 65-ton trawler. Her new skipper, Heinrich Schuch, came from the U-105, which had been badly damaged in the Bay of Biscay by a Coastal Command Sunderland in June. In a prior patrol to the Caribbean, Kurt-Edward Engelmann, in U-163, had been forced to abort and sank nothing, and Georg Staats in U-508 had sunk only two Cuban coasters for 2,700 tons.

The three boats arrived in the Trinidad area in early November. East of the Windward Islands chain, Engelmann in U-163 sank the first ship, a 5,200-ton British freighter. Nearby, on November 8 and 9, Heinrich Schuch in U-154 sank two British freighters for 12,700 tons.

Two of the boats slipped into the Caribbean via the Mona Passage: Staats in U-508 and Engelmann in U-163. West of Trinidad, on November 7, Staats sank two freighters for 12,400 tons, one American and one British. On November 12, Engelmann found and attacked a Trinidad-Aruba-Guantánamo Bay convoy, TAG 20. He claimed sinking a 5,000-ton freighter and a fleet destroyer and damage to a 6,000-ton freighter, but, in fact, he only hit and severely damaged one of the escorts. She was the big (328-foot, 2,000-ton) U.S. Navy gunboat Erie (prototype of the Treasury-class Coast Guard cutters), awesomely armed with four 6” guns. Fires ignited Erie’s ammo locker, killing seven men and wounding eleven, and forcing the, rest of the crew to abandon ship. Several days later, fire-fighting specialists boarded Erie, and a tug towed her into the harbor at Curaçao, where she capsized and sank on December 5.

These attacks froze traffic inside the Caribbean temporarily and drew heavy air patrols. Accordingly, Engelmann, whose Metox was out, and Staats withdrew to the fruitful hunting grounds in the Atlantic east and southeast of Trinidad. There Engelmann sank two freighters for 9,800 tons, bringing his confirmed bag for the patrol to four ships for 17,000 tons, plus damage to a 7,100-ton American tanker. Remaining in the area east of the Windward Islands chain, Schuch sank one other British freighter for 5,200 tons, raising his confirmed bag to three ships for about 18,000 tons. In an impressive display of seamanship and fighting skill, Staats sank by torpedo alone seven more freighters for 37,800 tons in the Atlantic between Trinidad and British Guiana from November 17 to December 8. These successes raised Staats’s confirmed bag for this patrol to an impressive nine ships for 50,300 tons, the fourth-best U-boat patrol to American waters.*

Ulrich Thilo in U-174, who had made one luckless patrol in the North Atlantic, carried the U-boat war to Brazilian waters. In three days, from October 31 to November 2, he sank three freighters for 20,300 tons, but a long, arduous month passed before he sank another ship, a 5,000-ton Norwegian freighter. After refueling from the tanker U-461 in mid-Atlantic, Thilo returned to Brazilian waters and on December 15 sank the 5,500-ton American freighter Alcoa Rambler. That success raised his sinkings for the patrol to five ships for 30,800 tons.

The sinking of the Alcoa Rambler drew an Allied counterattack. Possibly, two Catalinas of U.S. Navy Squadron VP 83 based at Natal found U-174. Pilot Wall first spotted the U-boat on the surface. He attacked with depth charges, forcing the boat to crash dive. Near this site later in the day, another Catalina of VP 83 piloted by Bertram J. Prueher attacked a surfaced U-boat, perhaps U-174. Prueher reported “evidence of considerable damage” but claimed no definite kill. Thilo in U-174 reported to U-boat Control that “a number of depth charges” fell after the sinking and that owing to a shortage of fuel, he was headed home. About two weeks after this incident, Prueher was named commander of Squadron VP 83. As will be described, later in the year he was killed in a daring attack on another U-boat.

To carry out the oft-delayed—and hazardous—mission of mining New York harbor, Dönitz chose Rolf Struckmeier in the Type VII U-608, who had made one promising patrol in the North Atlantic versus convoy Outbound North 127. Struckmeier took aboard ten TMA mines,* plus as many torpedoes as he could carry, and sailed on October 20. He planted the field near the Ambrose lightship in the approaches to New York on November 10, but it was discovered and swept and did not produce any sinkings. While loitering off New York on November 16, Struckmeier sank a 5,600-ton British freighter that was sailing alone.

Struckmeier’s return voyage was a nightmare. Promised a refueling from Ebe Schnoor’s U-460, he, too, was caught in the raging storm that delayed the tanker’s refueling operations for six days. As a consequence, on November 27 Struckmeier ran dry of fuel and could only drift. In response to his call for help, Klaus Bargsten in the Type IXC U-521 found U-608 and gave her fuel enough to reach the tanker, U-460. After replenishment, Struckmeier took U-608 home to France without further incident.

Although the patrol of the Type VII U-608 yielded little, the patrols by Type IXs to Trinidad and Latin America were remunerative. Altogether, the five Type IXs that sailed to those areas in October sank twenty-two ships for 123,200 tons, an average of 4.4 ships for 24,600 tons per boat per patrol.
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The combined results of the eighteen patrols mounted to the Americas in September and October (including aborts) came to fifty-three confirmed ships sunk for 302,400 tons. This was only four ships shy of the fifty-seven ships sunk by the seventy-three attack boats (including aborts) that sailed to the North Atlantic run in the same two months. Inasmuch as neither side reported sinkings by geographic area, sinkings in the Caribbean and southwest Atlantic—especially those in November—helped foster the wrong impression that the U-boats on the North Atlantic run were carrying out a “massacre.”

After analyzing the returns from American waters, which resulted in no U-boat losses, naturally Dönitz planned to continue the campaign in the same areas—but only by long-range Type IXs and Type VIID minelayers. As will be seen, notwithstanding Torch, eleven U-boats sailed to American waters in November. However, three Type IXs were lost and only one boat produced a worthwhile return, and after November 1942, the U-boat campaign to American waters was curtailed drastically.


THE LACONIA AFFAIR


The very good returns of the twenty-eight boats that sailed to the South Atlantic during the early summer of 1942 and the increased availability of U-tankers prompted Dönitz to continue U-boat patrols in that area during the late summer and fall. Most of the boats bound for southern waters were attached to three groups:

• ILTIS. Comprised of the Type IXB U-107 and five Type VIIs formerly of group Blücher, group Iitis (Pole Cat) was ordered to rake southward for Sierra Leone convoys from an area near the Azores to Freetown. Two of the ex-Blücher Type VIIs, Horst Dieterichs in U-406 and Günther Reeder in the Type VIID (minelayer) U-214, soon turned back for France. The other four boats continued to Freetown, but found no convoys.

• EISBÄR. Comprised of four veteran Type IXCs, supported by the tanker U-459, group Eisbär (Polar Bear) was to carry out a surprise attack at Cape Town, South Africa, and if feasible and advisable, go farther eastward into the Indian Ocean. While southbound near the Azores on August 27, one of the Eisbär boats, Werner Hartenstein’s U-156, joined group Blücher’s attack on convoy Sierra Leone 119 and sank the 6,000-ton British freighter Clan Macwirter, a straggler. South of the equator, Karl-Friedrich Merten in U-68 torpedoed the 5,300-ton British vessel Trevilley, captured her captain and chief engineer, and put her under with one hundred rounds from his deck gun.

• THE U-CRUISER FORCE. Not really a formal group—hence it sailed unnamed—the force was comprised of four big, new Type IXD2s, commanded by two senior ex-flotilla commanders, Hans Ibbeken in U-178 and Ernst Sobe in U-179, and by two younger Ritterkreuz holders, Robert Gysae in U-177* and Wolfgang Lüth in U-18L The force was to round the Cape of Good Hope more or less at the same time and operate against unconvoyed Allied shipping in the Indian Ocean. En route to the Atlantic, Gysae in U-177 lost a man overboard in heavy seas and was attacked by a Coastal Command aircraft, but its bombs fell wide. Nearing the Atlantic, Lüth in U-181 was also attacked by a Coastal Command aircraft. It dropped one “close” bomb and summoned several surface warships, which dropped thirty depth charges at U-181 during a ten-hour search.

In addition to the foregoing, Dönitz directed that five other veteran boats (four Type IXCs and one Type VII), sailing singly, patrol to Freetown or farther south along the African coast to the Gulf of Guinea. These brought the number of attack boats sailing southward in late August and September to Freetown or beyond to seventeen.* The boats were to be supported by three U-tankers and by two ex-Dutch submarines converted to torpedo-supply boats. Three Italian submarines, Barbarigo, Archimede, and Cappellini, also independently patrolled southern Atlantic waters at this time.

On the morning of September 12, Werner Hartenstein in U-156, a Type IXC of group Eisbär en route to Cape Town, spotted the second enemy ship of his patrol. She was a big one: the 19,700-ton British Cunard White Star passenger liner Laconia, serving as a troopship. Northbound from Cape Town to the British Isles, Laconia was sailing alone about nine hundred miles south of Freetown. There were about 2,700 people on board, including 1,800 Italian POWs, 268 British military personnel, 103 Free Poles who were guarding the Italians, and about 80 women and children.

Remaining hull-down beyond the horizon, Hartenstein tracked Laconia until dark, then ran in by the light of a full moon to make a surface attack. He fired two bow torpedoes. One hit forward, the other amidships. Laconia stopped dead in the water. The crew lowered lifeboats and threw over rafts. The radio operator sent out a submarine warning (SSS), giving the name of the ship and her position, adding that Laconia had been torpedoed. No Allied radio monitors picked up this warning or the distress message, or a second one Laconia broadcast four minutes later. But Hartenstein heard them and doubtless his pulse quickened. Counting confirmed claims on his two prior patrols to the Caribbean and the Clan Macwirter sunk in Sierra Leone 119, Laconia’s 20,000 tons brought his sinkings to 100,000 tons and made him eligible for a Ritterkreuz.

Laconia had enough lifeboats and rafts to support all 2,700 persons aboard her, including the POWs. But owing to the sharp list of the ship, many boats and rafts could not be launched. Others were improperly launched and capsized or swamped. Chaos reigned on the boat decks. Many lifeboats entered the water and pulled away half full or less. Laconia’s captain, Rudolph Sharp, brave and defiant to the end, chose to go down with his ship, which sank about an hour and a half after the torpedoes hit. The noise of her exploding boilers attracted scores of sharks to the scene. They attacked the hundreds of survivors who had jumped into the sea wearing life preservers.

Circling the sinking ship in the darkness at a safe distance, Hartenstein watched her lowering away lifeboats. Then he heard men shouting in Italian, “Aiuto! Aiuto!” (“Help! Help!”). He fished out several of the Italians and from them learned to his shock and dismay that they were survivors of a shipment of hundreds of Italian POWs from North Africa. They told Hartenstein that both torpedoes exploded in POW pens deep in the ship’s hold, killing hundreds. The Poles who were assigned to guard the POWs refused to unbolt the doors on the pens and consequently hundreds of Italians who survived the torpedoes went down with the ship. Several hundred or more broke out of one pen and scrambled topside, but they were refused places in lifeboats at gun and bayonet point.

According to the rules of war being observed by Axis and Allies alike, Hartenstein was in no way guilty of any infraction. Laconia was armed (two 4.7” naval guns, six 3” antiaircraft guns, and so on), zigzagging, and blacked out, hence a legitimate submarine target. Inasmuch as the U-boat rules discouraged—or even prohibited—rescue or capture of survivors of sunken ships (except captains and chief engineers), Hartenstein was free to resume his journey to Cape Town, leaving all the survivors, including the Italians, to fend for themselves. But he did not. Perhaps concerned that the accidental killing and stranding of so many Italian soldiers could cause a serious political rupture in the Axis high command, and/or deeply moved by humanitarian considerations, Hartenstein launched a rescue operation. In two hours, he fished out ninety Italians, many suffering from bayonet wounds or shark bites.

There were “hundreds” more Italians floating in the water, many without life jackets, clinging to wreckage. Hartenstein soon realized he could not take them all on board. Nor could he leave them behind. What they urgently needed were more U-boats. He therefore notified Dönitz of the situation—that Laconia “unfortunately” carried “1,500 Italian POWs”—and requested instructions. Approving Hartenstein’s rescue operation, Dönitz immediately directed seven other U-boats to proceed at high speed to the disaster scene: the other four U-boats of group Eisbär, including the tanker U-459, plus Erich Würdemann’s U-506, in the Gulf of Guinea, and Harro Schacht’s U-507, homebound from a foray to Brazil, and the Italian submarine Cappellini, commanded by Marco Revedin. Dönitz then notified Berlin of the situation, the action he had taken, and of a hastily concocted plan to have the eight rescue submarines land the survivors in the port of Bingerville, on the Vichy French Ivory Coast, about six hundred miles to the northeast.

Berlin had other ideas. Professing to be humiliated and outraged by the loss of Italian comrades, Hitler declared that Hartenstein should have said nothing, quietly submerged, and left the scene. He insisted that nothing was to interfere with Eisbär’s surprise attack on Cape Town, which was designed to deliver a crippling blow to military supplies destined for the British in Egypt and the Soviets, via the Persian Gulf. In response to this tirade, Admiral Raeder directed Dönitz to disengage all Eisbär boats from the Laconia rescue, including Hartenstein’s U-156, and send them onward to Cape Town, per the original plan. Wiedemann’s U-506, Schacht’s U-507, and Revedin’s Cappellini were to take on Hartenstein’s Italian survivors and to pick up other Italians if they could be rescued without endangering the boats. No British or other Allied survivors were to be rescued, only Italians. In place of landing the survivors in Bingerville, Raeder was to request that the Vichy French send warships from Dakar and/or the Ivory Coast to meet the U-boats at sea and take off the survivors.

In the meantime, Hartenstein fished out about four hundred survivors. He took 193, including 172 Italians and twenty-one British men and women, on board U-156 and put the others in lifeboats. In response to queries from Dönitz, he described the sinking and the scene in detail and suggested “a diplomatic neutralization” (i.e., a temporary cease-fire) in the area in order to effect a safe rescue of both Allied and Axis survivors. Dönitz relayed this unusual proposal to Berlin, but Admiral Raeder and the OKM rejected it, in part because Hitler in his rage had directed that no word of the Laconia sinking or the proposed Axis rescue be transmitted to the Allies, and in part because Raeder did not think it wise to enter into a “deal” with the untrustworthy Allies.

No one told Hartenstein that his “neutralization” proposal had been rejected. In any case, he did not wait for approval. On his own initiative on the morning of September 13, he broadcast this extraordinary message in plain English three times:

If any ship will assist the shipwrecked Laconia crew I will not attack her, providing I am not attacked by ship or air force. I picked up 193 men. 4°-52” south. 11°-26” west. German Submarine.


The British in Freetown intercepted this message, but believing it might be a ruse de guerre, refused to credit it or to act. While waiting for a response, Hartenstein cruised about, rescuing and redistributing the survivors. To relieve the crowding on U-156, he transferred thirty-one English and Italians to lifeboats but kept four British women. To prevent lifeboats from swamping, he redistributed about one hundred survivors from overloaded lifeboats to those with more space. Later in the day, Dönitz canceled orders to the four oncoming Eisbär boats to assist in the rescue and specifically directed Hartenstein to turn over all survivors to the first U-boat to arrive at the scene—probably Wiedemann’s U-506—and then head south to rejoin group Eisbär for the attack on Cape Town. In response to Berlin’s request, the 7,500-ton Vichy French cruiser Gloire sailed from Dakar, and two sloops, the fast 650-ton Annamite and the slower 2,000-ton Dumont d’Urville, sailed from Conakry, French Guinea, and Cotonou, Dahomey, respectively.

During September 14 Hartenstein continued to play the role of shepherd. He logged that in addition to the 162 survivors on board U-159, he was surrounded by “roughly twenty-two large fully filled boats and a large number of small rafts.” He retrieved and righted swamped boats, doled out water and food to British and Italians alike, and shifted survivors around to equalize the loads in the boats. He intercepted messages from Dönitz to the four Eisbär boats ordering them to cancel rescue operations, turn about, and go on to Cape Town, to Helmut Witte in U-159, alerting him to prepare to relieve Hartenstein for operations with group Eisbär, and detailed instructions to Hartenstein and to Wiedemann in U-506 and Schacht in U-507 for conducting rescues and meeting the Vichy French ships. Dönitz warned the three German rescue submarines: “All boats, including Hartenstein, only take as many men into the boat as will allow it to be fully ready for action when submerged.”

On the following day, September 15, Würdemann and Schacht arrived at the scene. By then Dönitz had formally substituted Helmut Witte in U-159 for Hartenstein in group Eisbär and had directed Hartenstein to continue the rescue operations until the Vichy French ships arrived. In compliance with Dönitz’s order not to overcrowd the U-boats, Hartenstein transferred 132 Italians to Wiedemann’s U-506, retaining 131, including five women. In addition, Würdemann took in tow four lifeboats, containing, he logged, “about 250 people.” Schacht took on board from the lifeboats or rafts 149 Italians, two English officers, and two women. In addition, he also took in tow four lifeboats containing, he logged, “eighty-six Englishmen and nine Poles.”

After these rescues had been carried out, Würdemann and Schacht gave Dönitz brief descriptions of their situations. In reporting that he had four lifeboats containing 250 people in tow, Würdemann did not say the boats contained British and Poles. Dönitz assumed they were some of the hundreds of Italian survivors. In reporting that he also had four lifeboats in tow, Schacht stated that they contained ninety-five British and Poles. Upon receipt of this message, Dönitz directed Schacht but not Würdemann to cut the lifeboats loose.

Unknown to Berlin and to all but a few Allied personnel, the Americans had only recently established an airfield on the British island of Ascension, 250 miles southwest of the Laconia sinking. Its primary purpose was to serve as a refueling stop for combat and transport aircraft en route to Africa via the Brazil-South Atlantic route. Its secondary purpose was to provide limited air escort and rescue for Allied shipping in this remote area of the South Atlantic. For the secondary task—and for self-defense against Axis air or sea attack—a squadron of twenty-three Air Force planes (eighteen P-39 fighters and five B-25 medium bombers) had recently arrived for permanent duty. Although the squadron had been supplied with the latest ASW depth charges and bombs, none of the airmen had been trained in ASW.

On the morning of September 15, five transient aircraft en route from Ascension to Accra, British Ghana, spotted two U-boats on the surface. When one of the aircraft descended for a closer look, one of the U-boats shot at it with flak guns, or so said the Americans. The plane evaded and resumed its flight to Accra. Another of the planes at a higher altitude radioed Ascension to report the U-boat sighting and the brief encounter. Within ten minutes of this notice, Ascension had two B-25s in the air on a search-and-destroy mission, but they could not find the U-boats. The records do not reveal which U-boats they were.

That same day—September 15—British authorities in Freetown for the first time notified Ascension of the Laconia sinking and of a plan to divert a British merchant ship, Empire Haven, to the scene to rescue the survivors. The garbled or poorly composed message gave the impression that Laconia had only just been sunk that day. It did not mention Hartenstein’s ongoing rescue efforts or his proposal for a diplomatic “neutralization” (or cease-fire) in the rescue area or that Vichy French ships were en route to the scene. The heart of the message was a request for Ascension to provide air cover during Empire Haven’s rescue efforts. Ascension replied that the sinking site (as given in the message) was too far away for its twin-engine B-25 medium bombers to effectively assist, but that a transient B-24 Liberator would be pressed into service on the following day.

The next morning, September 16, Hartenstein reported to Dönitz that he had turned over 132 survivors to Würdemann and that he was attempting to corral the lifeboats, which were drifting over a wide area. Per orders from Dönitz, he intended to remain at the site until the arrival of the Vichy French ships. Beyond Hartenstein’s ken, Würdemann fished out another twelve Italian survivors, bringing his total on board to 142. He also had nine women and children on board and the four lifeboats in tow. Schacht had transferred twenty-three Italians and one British officer from U-507 to the lifeboats, to make room to take on board thirteen more women and sixteen children, bringing the number of survivors on U-507 to an excessive 161 (129 Italians, sixteen children, fifteen women, one British officer). Near U-507 were seven lifeboats containing about 330 people, including about 35 Italians.

That morning—September 16—the transient B-24 Liberator, commanded by James D. Harden, took off from Ascension laden with depth charges and bombs. Two and a half hours later, 9:30 A.M., Harden sighted U-156. At that time Hartenstein had 115 survivors on board (fifty-five Italians, fifty-five British males, and five British females), and was towing four crowded lifeboats and preparing to tie on another. Upon seeing the plane, Hartenstein displayed a homemade six-foot-by-six-foot Red Cross flag over his bridge and attempted to talk to Harden by signal lamp, but in vain. Harden flew off to a safe distance, described the situation to Ascension, and asked for instructions. Unaware of Hartenstein’s proposal for a temporary cease-fire during the rescue, or anything about the ongoing rescues by U-506, U-507, and Cappellini, the squadron commander, Robert C. Richardson III,* replied: “Sink sub.”

Harden returned to U-156 and circled to attack. He later reported officially that the “lifeboats had moved away from sub,” and that on the first pass he dropped three depth charges. Two fell wide but one “hit ten feet astern.” In his official report, Hartenstein stated that when the B-24 reappeared, the four lifeboats were still in tow. When he saw the plane’s bomb-bay doors open, he ordered the towline cut so that he could crash dive. One of the three bombs fell amid the lifeboats, Hartenstein wrote, capsizing one of them and flinging the survivors into the sea. Harden reported that he made four more runs at U-156. On the first three, the depth charges or bombs failed to release. On the fourth and last, Harden dropped two bombs that fell very close. “The sub rolled over and was last seen bottom up,” Harden said, claiming a kill. “Crew had abandoned sub and taken to surrounding lifeboats.”

During Harden’s three abortive runs, Hartenstein concluded that the plane’s “bomb racks were empty.” Hence, he remained on the surface. On the last run, Hartenstein reported, one of the two bombs exploded “immediately below the control room.” When the Germans below reported heavy flooding and chlorine gas, Hartenstein ordered all survivors (British and Italians alike) overboard and directed his crew to don life jackets and to prepare to abandon ship. He broadcast a U-boat “distress signal” three times on four different frequencies.

Fortunately for the Germans, the initial damage reports were exaggerated. The flooding was easily checked; no dangerous chlorine gas developed. Both periscopes were damaged but not seriously; seven battery cells were broken. Hartenstein pulled away and dived, furious at the American airmen for failing to honor the Red Cross flag and for bombing the lifeboats. Later he reported the attack to Dönitz, concluding, “Am discontinuing help. All men [survivors] overboard. Am moving away to the west. Am repairing damage.”*

When Dönitz learned of the attack on U-156 he, too, was furious. Some of his equally enraged staffers urged him to break off the rescue. In his memoirs, Dönitz wrote that having set his hand to the task, he could not abandon it and put an end to all such discussion with these words: “I cannot put those people into the water. I shall carry on.” He ordered Hartenstein to “take no further part in salvage operations.” He directed Würdemann and Schacht not to rely on Red Cross flags, to transfer to the lifeboats all survivors except Italians, to keep their U-boats in “instant readiness” to dive and conduct submerged combat.

Not fully informed of what was going on, Revedin in Cappellini arrived at the scene that same day. He saw hundreds of “dots” in the water, which proved to be shark-bitten corpses. Later he found two lifeboats under sail. One contained fifty British males, the other, forty-one British males and forty-three British females and children. Revedin offered to take aboard all survivors in both boats, but all refused. In lieu of rescue, Revedin gave them food, water, cigarettes, and so on and directions to the African coast, six hundred miles away.

In the late afternoon, Revedin found other half-sunk lifeboats. These contained many Italians as well as British and others. He picked up forty-nine of the weakest Italians and put them belowdecks. He then brought aboard “a lot” of British and Poles, who remained topside on the deck while Revedin sought to find one of the Vichy French rescue ships. The Italian POWs told Revedin that the British had treated them barbarically and that probably 1,400 of their number had gone down with the ship, still locked in the holding pens.*

On the following day, September 17, Ascension reverberated with bellicose activity. The five B-25s of the permanent squadron and Harden’s transient B-24 Liberator flew ASW missions from dawn to dusk. Squadron commander Richardson in a B-25 found a group of Laconia lifeboats and informed the British rescue ship Empire Haven of their position. Harden in the B-24 caught sight of Würdemann in U-506, who still had 142 Italians and nine women and children on board, and attacked. Würdemann belatedly crash-dived, but his conning tower was still exposed when Harden made his pass. Luckily for the Germans (and the 151 Laconia survivors), Harden’s depth charges or bombs again fouled and refused to fall. On a second pass, Harden dropped two 500-pound bombs and two 350-pound depth charges, but by then Würdemann was deep and the shallow-set missiles caused no serious damage,† Upon receiving another garbled or unclear message from the British at Freetown, advising that three Vichy French ships were en route from Dakar, Ascension wrongly assumed that these French intended to invade and seize Ascension Island. Therefore the entire garrison girded to repel invaders.

That same day—September 17—the three Vichy French ships arrived at the Laconia sinking site and began picking up the survivors, who had been in the lifeboats or water or U-boats for five days. Gloire rescued fifty-two British from a lifeboat and directed Würdemann and Schacht to put their three hundred-plus survivors on board the sloop Annamite while she, Gloire, hunted for others. During that afternoon and the night of September 17-18, Gloire found 684 more survivors in lifeboats or on rafts or clinging to boards. On September 18, Gloire again met Annamite to take off her three hundred-plus survivors, bringing the number of survivors on Gloire to 1,041, of which 597 were British (including 48 women and children), 373 were Italian, 70 were Poles, and one was a Greek. Gloire then set sail for Casablanca via Dakar, leaving the two sloops to conduct further rescues.

Revedin in Cappellini made contact with the sloop Dumont d’Urville on September 19. He transferred forty-two Italians to the sloop, but as instructed, he retained two British officers (as POWs) and six Italian survivors to guard the British and went directly to Bordeaux. Later that day, Dumont transferred the forty-two Italian POWs to Annamite, who took them to Dakar. Dumont continued searching the area until September 21, in vain, then returned to Cotonou, Dahomey. Two Laconia lifeboats containing twenty survivors later reached the African coast. Thus, it  was reckoned roughly, about 1,600 out of about 2,700 persons were lost in the disaster, including about 1,000 of the 1,800 Italian POWs.*

After transferring their survivors to Annamite, U-506 and U-507 reported same to Dönitz. In addition, Schacht sent off several long-winded messages, passing on the Italian allegations of British mistreatment of the POWs and other information of no tactical urgency. In one message, Schacht described the help he had given the British and Polish survivors. That message drew a stern rebuke from Dönitz:

Action was wrong. Boat was dispatched to rescue Italian Allies not for rescue and care of Englishmen and Poles.


At the conclusion of these rescue operations on September 17, Dönitz was exasperated. He thought Hartenstein had shown poor judgment in assuming that a “tacit truce” existed. The Allies could not be trusted. All three German skippers involved in the rescue had unduly risked their U-boats by taking on too many survivors and by towing strings of lifeboats that interfered with crash dives. As a consequence, U-156 and U-506 were nearly lost to air attack. All three skippers likewise erred by showing excessive compassion and humanity to the British and Poles. Schacht erred by sending unnecessarily garrulous reports, which could be DFed.

Dönitz had long since admonished his captains (in Standing Orders 154 and 173) not to put their boats at risk by attempting rescues of survivors. They were to suppress their natural humanitarian instincts and be as hard-hearted as the enemy. Feeling the need to again emphasize these points, that night—September 17—Dönitz issued a more toughly worded repetition of the earlier admonitions:



1. No attempt of any kind must be made at rescuing members of ships sunk; and this includes picking up persons in the water and putting them in lifeboats, righting capsized lifeboats and handing over food and water. Rescue runs counter to the rudimentary demands of warfare for the destruction of enemy ships and crews.

2. Orders for bringing in captains and chief engineers still apply.

3. Rescue the shipwrecked only if their statements will be of importance to your boat.

4. Be harsh, having in mind that the enemy takes no regard of women and children in his bombing attacks on German cities.





This admonition was to achieve fleeting notoriety as the “Laconia Order.” The British prosecutor at Dönitz’s trial in Nuremberg introduced it as the centerpiece in the catalog of “evidence” to prove the charge that Dönitz encouraged inhumane naval warfare in violation of the Submarine Protocol. The prosecutor charged that the admonition was a thinly veiled order for U-boat skippers “deliberately to annihilate” merchant-ship survivors, as Hitler had proposed earlier in the year. But this “evidence” backfired.

The introduction of the admonition at Nuremberg gave the Dönitz defense team an opportunity to depict at length German submariners behaving with unprecedented humanity at great personal risk, while in the same event Allied forces behaved callously, or worse. Speaking with cool restraint, Dönitz showed how the need for the “Laconia Order” arose in light of the Laconia experience and convincingly refuted the charge that it was designed to encourage his skippers to kill survivors.

Hartenstein repaired the damage to U-156 and continued his patrol in the Freetown area. To his delight, word came that he had been awarded a Ritterkreuz.* On September 19, he sank by torpedo and gun his third ship of the patrol, the 4,700-ton British freighter Quebec City, sailing alone, but in the month of October he had no successes. When he returned to France, Dönitz criticized his role in the Laconia affair—for assuming he could arrange a “tacit truce”—but otherwise praised him for conducting a “well-executed” patrol.

Würdemann in U-506, who had sunk four ships off Freetown and in the Gulf of Guinea before engaging in the Laconia rescue, obtained some fuel from Hartenstein and returned to patrol near Freetown. Like Hartenstein, he sank only one other ship before returning to France, but that one brought his bag for the patrol to five ships for 28,000 tons. Schacht in U-507 returned directly from the Laconia rescue to France without sinking any more ships. The confirmed aggregate returns of U-156, U-506, and U-507 came to thirteen ships sunk for 76,500 tons.


OTHER PATROLS TO THE SOUTH ATLANTIC


The four boats of the disbanded group Iitis, which raked south from the Azores to Freetown in search of Sierra Leone convoys, arrived in southern waters in early October. None had found any targets. Ritterkreuz holder Peter Cremer in U-333 wrote in his memoir that he suffered a dangerous exhaust-valve failure that was later attributed to “sabotage” by French workers.

Based on sighting, sinking, and Huff Duff reports, and other slim intelligence, early in the fall Rodger Winn in the Admiralty’s Submarine Tracking Room had warned of the growing buildup of U-boats in the South Atlantic. On October 5, he estimated with uncanny accuracy that there were about fourteen German and four Italian submarines off Freetown, Ascension Island, and farther south. German records show there were fourteen attack U-boats,† three or four Italian boats, plus the U-tanker U-459 and the torpedo-supply boat U-D5 in the Freetown area or farther south.

The Admiralty passed along Winn’s estimate to Freetown, Cape Town, and to other Allied bases on the west and east coasts of Africa, along with his “hunch” that a group of U-boats might attack shipping in Cape Town and the heavily traveled six-hundred-mile-wide Mozambique Channel, separating the island of Madagascar from the African mainland. Freetown and Cape Town increased ASW air patrols, but owing to the requirements for Torch, they were short of surface ships of all categories. In fact, there were scarcely enough warships to provide an adequate escort for Sierra Leone 125, the last convoy to sail north to the British Isles until French Northwest Africa was in Allied hands.

The senior escort for Sierra Leone 125 was to be the hard-working corvette Petunia, commanded by J. M. Rayner. On the night of October 5, when Petunia was inbound to Freetown to assume this responsibility, the Italian submarine Bar-barigo, commanded by Enzo Grossi, who had claimed sinking an American battleship off Brazil the previous May, spotted the corvette. Wittingly or unwittingly identifying Petunia as another American “battleship,” Grossi fired at least five torpedoes at her. Steaming along with both her Type 271 centimetric-wavelength radar and her sonar temporarily out of commission, Petunia was oblivious to the danger until the bridge watch saw the torpedo wakes. Petunia turned to parallel the torpedoes, avoiding a hit, and threw over a depth charge to discourage another attack. Hearing that explosion, Grossi claimed sinking his second American battleship. Rome happily accepted this claim and announced that Grossi had been awarded a German Ritterkreuz as well as appropriate Italian honors.*

That same night, October 5, another corvette based in Freetown was ordered out to help sink or drive away “probably seven” U-boats believed to be patrolling off the coast. She was the British Crocus, commanded by a former New Zealand merchant-marine officer, J. F. Holm. Early on the following morning, Crocus got a weak contact on her Type 271 centimetric-wavelength radar at 2,800 yards. Believing it to be a U-boat, without hesitation Holm rang up full speed and turned to ram.

The U-boat was U-333, commanded by Ritterkreuz holder Peter Cremer, who had come in close to Freetown to reconnoiter the harbor. Cremer’s unalert bridge watch saw Crocus too late to dive. The only chance of escape was to outmaneuver or outrun the corvette in darkness, or shoot it out on the surface. Guns blazing, Crocus closed at maximum speed, while Cremer attempted to turn inside, close aboard. The gunfire, Cremer wrote, killed, wounded, or incapacitated every man on U-333’s bridge. The Crocus smashed into U-333 abaft the conning tower, wrecking the superstructure. The U-boat hung up on the bow momentarily, then broke loose and banged and scraped down the port side of Crocus, ripping a large hole in her at the waterline.


The nearly continuous gunfire from Crocus riddled U-333’s conning tower. It killed the first watch officer and two seamen, knocked a bosun’s mate overboard, and badly wounded Cremer. Bleeding and in pain, Cremer remained on the bridge alone, twisting and turning the boat at maximum speed to avoid the gunfire and a second ramming. He failed. Crocus again smashed into U-333 at maximum speed. This time the U-boat banged and scraped down the starboard side. When she broke loose, Holm let fly depth charges.

Barely in possession of his senses, Cremer elected to dive. Smashed and riddled and leaking fore and aft, the boat hit bottom at sixty-six feet. Thereupon Holm unleashed a heavy barrage of depth charges. Many fell close, savaging the boat so badly that Cremer ordered the crew to prepare to abandon ship. He surfaced U-333 to scuttle, but Crocus lost him momentarily and Cremer limped off into the darkness and got away.

Bruised and battered, Cremer had incurred eight shell-splinter wounds. The worst and most painful was a fingerlong splinter in his chest, which impaired his breathing. The splinter had to come out. After Cremer anesthetized himself with two cups of rum, his chief engineer removed the splinter with “a great pair of pincers from a tool box.”

The nearest German doctor was on board the tanker U-459, which was about nine hundred miles south providing support for the Cape Town foray. After confining Cremer to his bunk, the senior surviving line officer, the second watch officer, Wilhelm Pohl, who had been shot in the throat, took command of U-333 and ran at high speed to U-459. En route, Pohl buried the first watch officer and two seamen. When Cremer reached U-459, the doctor found that his blood pressure was dangerously low, that his pulse was irregular and barely perceptible, and that he had lost much blood. However, he was able to save Cremer’s life and that of the wounded second watch officer, Pohl, as well.

The commander of U-459, Georg von Wilamowitz-Möllendorf, gave U-333 one of his officers, a qualified U-boat skipper, Lorenz Kasch, age twenty-eight, who assumed command of U-333 and immediately headed for France. One day out, in the Bay of Biscay, on October 21, a British submarine fired four torpedoes at U-333, but the watch was able to evade and avoided a disaster. Long after the war, Cremer ascertained (at least to his satisfaction) that the British submarine that shot at him was the captured U-570, renamed HMS Graph, commanded by Peter B. Marriot, on her first combat patrol for the Royal Navy.

Upon arrival in France, Cremer and Pohl were hospitalized, Cremer for many weeks. After two months of repairs, the U-333 sailed under a new skipper. Upon his discharge from the hospital, Cremer was assigned as second staff officer to Dönitz. Kasch returned to Germany to take command of a new Type IX.

The other boats patrolling off Freetown in October found the hunting poor. In the month of October, they sank only five ships, all sailing alone between Freetown and/or Cape Town and Trinidad. Harald Gelhaus in U-107 got the impressive 15,000-ton British freighter Andalucia Star Guido Saccardo in Archimede got the 20,000-ton British liner/troopship Oronsay, homebound from Suez. Fortunately for the Allies, the loss of life was small. Ulrich Folkers in U-125 sank the 4,400-ton British freighter Glendene. Her crew was rescued by the 7,400-ton British freighter Agapenor, which Joachim Berger in U-87 sank the next day. The busy corvette Petunia rescued the combined crews and took them into Freetown. Bruno Mahn in the ex-Dutch torpedo-supply boat U-D5, which Mahn pronounced unfit for combat operations, got the 7,600-ton British freighter Primrose Hill on the way home. Heinrich Müller-Edzards in the U-590 sank no ships. These boats returned to, France in November.

Unobserved by the numerous U-boats in the area, convoy Sierra Leone 125 sailed from Freetown. It was composed of forty-two ships, many of them transporting military personnel home to the British Isles. Its escort was scandalously inadequate: one sloop, four corvettes, and one ASW trawler. En route, the sloop and trawler peeled off for other assignments, leaving only the four corvettes, commanded by Rayner in the doughty Petunia.

B-dienst intercepted and decoded valuable tactical information on Sierra Leone 125. In response, on October 23 Dönitz deployed a new group, Streitaxt (Battle Axe), composed of ten boats (three IXs, seven VIIs) newly sailed from France, to the west of the Canary Islands to intercept the convoy.

Four of the seven Type VIIs were veterans. One, the U-203, was newly commanded by her onetime first watch officer, Hermann Kottmann, age twenty-six, who had returned to Germany to commission and command a new boat, but who was called back to U-203 upon the accidental death of her skipper, Rolf Mützel-burg. The son of a Wehrmacht officer, Kottmann was serving on the Admiral Graf Spee in 1940 when she was scuttled in Uruguay, but escaped internment and returned to Germany via Vladivostok and the trans-Siberian railway. Another Type VII, U-572, was commanded by Heinz Hirsacker, one of the most experienced skippers in the U-boat force. However, having sunk only three ships for 14,800 tons in a full year of combat, Hirsacker was in the Dönitz doghouse.

Kottmann was first to find Sierra Leone 125. After reporting its location on October 25, he attacked a tanker, but two of the four corvettes drove him off. Their depth-charge attack damaged U-203’s diesel engines, forcing Kottmann to haul away for repairs. Acting on a report from another of the veteran skippers, Rudolf Schendel in U-134, Werner Witte, age twenty-seven, new skipper of the Type IXC U-509, attacked and damaged the 7,700-ton British tanker Anglo Maersk. Hans Stock in the Type VII U-659 attempted to attack the convoy, but two corvettes drove him off and depth-charged him.

By the evening of October 27, nine of the ten boats had converged on Sierra Leone 125, but none had yet sunk a ship. That night in bright moonlight, however, the battle shifted in favor of the U-boats. Horst Höltring in the Type VII U-604 sank the damaged tanker Anglo Maersk and Witte sank two big British freighters, the 8,000-ton Pacific Star and the 6,100-ton Stentor. The corvette Woodruff rescued 202 of Stentor’s 246 crew and passengers, while Petunia and the other two corvettes, using to advantage the moonlight, the Type 271 centimetric-wavelength radar, and Huff Duff, prevented any more sinkings.

§ Includes four experienced attack boats commanded by new skippers.

# Not including provisional U-tanker U-116.

Several boats attempted daylight submerged attacks on October 28, but none succeeded. After dark, Kottmann and Witte got by the corvettes and attacked again. Witte claimed sinking four more ships (in all, six for 42,500 tons), but the records confirm only one sinking in this attack, the 5,300-ton British freighter Nagpore, and probable damage to the 5,200-ton British freighter Hopecastle. Kottmann reported sinking Nagpore, but it is more likely that he hit and sank the damaged Hopecastle.

Foul weather crimped operations on the night of October 29-30, but four U-boats overwhelmed the four corvettes and mounted attacks. Witte claimed he sank two more ships for 18,000 tons (bringing his claims in this convoy to eight for 60,500 tons), but the records confirm only one sinking that night, the 4,800-ton British freighter Brittany, plus damage to the 7,100-ton British freighter Corinaldo. Hans-Ferdinand Massmann in U-409 claimed sinking an 8,000-ton freighter, but his victim was actually the 7,500-ton British tanker Bullmouth, which he only damaged. Hans Stock in U-659 came up and put two finishing shots in Corinaldo and two in Bullmouth, but only the latter sank. Kottmann finally put Corinaldo under with his deck gun.

The weather improved dramatically on October 30, and that night five boats attacked the convoy. Höltring in U-604 claimed three ships sunk for 20,000 tons, but only two could be confirmed, the 11,900-ton President Doumer and the 3,600-ton Baron Vernon. Massmann in U-409 and Karl Neitzel in U-510 both claimed sinking 6,000-ton freighters. Massmann’s claim was confirmed as the 6,400-ton Silver-willow, but Neitzel’s victim, the 5,700-ton Norwegian freighter Alaska, was only damaged and reached port. Stock claimed one ship sunk and one ship damaged, but only damage to the 6,400-ton British freighter Tasmania was confirmed. Gustav-Adolf Janssen in U-103 put Tasmania under and claimed another sinking for 9,000 tons, but the latter could not be confirmed.

RAF Coastal Command saturated the air over Sierra Leone 125 with long-range land-based aircraft on the morning of November 1. Mindful of the heavy damage long-range ASW aircraft had inflicted on the U-boats that attacked Sierra Leone 119 in late August,* Dönitz promptly canceled operations, but not without satisfaction. He calculated that seven of the ten U-boats in group Streitaxt had attacked, sinking eighteen ships for 133,131 tons. No boats had been lost. Only one, Stock’s U-659, had incurred battle damage grave enough to force an abort. The confirmed score was twelve ships sunk for 85,686 tons and one ship of 5,681 tons damaged. British naval historian Stephen Roskill wrote that the loss of life in this convoy was “severe,” but did not amplify.

The long, hard chase had carried group Streitaxt to an area west of Gibraltar. From there, three other Type VIIs (U-203, U-409, U-604) that were low on fuel returned to France along with Stock in the battle-damaged U-659. Hirsacker in U-572 was ordered to patrol off Lisbon, joined by the U-620, which had been damaged in a convoy battle on the North Atlantic run. The U-134 and U-510 were ordered to about-face and patrol to Freetown, refueling from the tanker U-462 on the way. The U-103 and the newly sailed U-440 were to refuel from Werner Witte’s Type IXC U-509, which was homebound and almost out of torpedoes, and then proceed to Freetown.

By November 1, some of the Torch naval task forces and convoys from the British Isles were converging on Gibraltar. German aircraft and U-boats spotted some of these forces but Berlin was slow to grasp their significance. When the Germans belatedly realized what was in the wind, they altered the orders to most of the Streitaxt boats. As a result, only one boat sailing in October, the aforementioned veteran VII U-134, went on to the Freetown area. Commanded by Rudolf Schendel, U-134 joined four other veteran boats (three IXs, one VII) that had sailed to the Freetown area in September for extended patrols.

These boats, soon reinforced by Liebe’s Type VII U-332 coming from the waters near Trinidad, also found poor hunting. Cruising mostly off harbors in the Gulf of Guinea, Achilles in U-161 sank two freighters for 11,300 tons, damaged the 5,500-ton British light cruiser Phoebe, and damaged a 5,500-ton British freighter. In that same area, Ritterkreuz holder Ernst Bauer in U-126 sank three freighters for 14,500 tons. Far to the west of Freetown, Ulrich Heyse in U-128 sank three freighters for 15,600 tons and captured three senior ships’ officers, whom he turned over to U-tankers. Klaus Popp, age twenty-five, who had replaced Erich Topp as commander of U-552, sank the 500-ton British ASW trawler Alouette and a 3,200-ton British freighter. Schendel in U-134 sank one 4,800-ton freighter; Liebe in U-332 sank none. Total: eleven ships for about 50,000 tons, plus damage.*

Liebe and Popp soon left for France. Liebe arrived on December 6, completing a patrol of ninety-three days, a new endurance record for a Type VII, But that record stood only nine days. Popp in the Type VII U-552 arrived on December 15, completing a patrol of ninety-seven days. Liebe went to other duty; Popp remained in command of U-552, but as the inside joke went, “Popp was no Topp.”

In early December, Dönitz logged, B-dienst broke a British code and discovered “new routes” for Allied shipping in the South Atlantic. In preparation for an assault on these routes, Dönitz arranged for all boats in the immediate area to re-supply west of Freetown in the mid-Atlantic from Wolf Stiebler’s tanker, U-461, and from the other ex-Dutch torpedo-supply boat, U-D3, commanded by Hermann Rigele, age fifty-one. Remarkably, on December 9, ten U-boats† met at the designated grid square, ER50. Seven attack boats, including the last four of the “Freetown boats,” proceeded to Brazilian waters to exploit the B-dienst intelligence. Achilles in U-161 sank the 5,000-ton British freighter Ripley, but the other “Freetown boats” had no luck.‡ Upon return to France, Heyse and Achilles were awarded the Ritterkreuz* Heyse left U-128 for duty in Training Command. Bauer in U-126 and Schendel in U-134, who tied Popp’s Type VII endurance record of ninety-seven days, also went on to other duties.


THE ATTACK ON CAPE TOWN, SOUTH AFRICA


Nine big attack U-boats were en route to or approaching Cape Town, South Africa, by October 1. These were the four IXCs of group Eisbär, which had refueled from the tanker U-459 after the canceled diversion to Laconia, the four very-long-range type IXD2 U-cruisers, and the new, 1,700-ton Italian U-cruiser Ammiraglio Cagni, on her maiden voyage in the Atlantic. One Eisbär boat, Karl-Friedrich Merten’s U-68, had encountered and sunk by torpedo and gun two big freighters for 12,200 tons on the way. All others had full loads of armament, about 225 torpedoes,† plus gun ammo. Discounting 10 percent for torpedo misses and malfunctions, and allowing two torpedoes per victim, it was believed the nine boats had enough torpedoes to sink one hundred Allied ships totaling half a million tons.

South Africa was no more prepared to repel a U-boat attack than the United States had been in early 1942. The British naval authorities at Cape Town controlled four destroyers and several corvettes—some on loan from the British Eastern Fleet based in Mombasa—but these were insufficient to establish convoys between the Cape and Freetown and/or the Cape and Suez, and points in between. Likewise, there were only a few aircraft available for ASW patrols.

Owing to heavy commitments to Torch, the British were hard-pressed to reinforce the South African ASW forces. In due course, London and Washington sent thirty British ASW trawlers, twelve from Western Approaches and the eighteen still left in American waters. In addition, London directed the Eastern Fleet to send ten warships (six destroyers, four corvettes) and the RAF to send Catalinas of Coastal Command Squadron 209 to Cape Town and Durban. But all these forces were slow to arrive: the eighteen ASW trawlers from the United States did not report for duty until the end of the year.

Rodger Winn in the Admiralty’s Submarine Tracking Room monitored the eight oncoming U-boats—and Cagni—with “prescient accuracy,” as the official British naval historian put it. Reacting to his forecasts, the Admiralty directed that shipping at Cape Town be drastically reduced by making the East African city of Durban—rather than Cape Town—the final port of call for vessels homebound from the Suez Canal, Persian Gulf, and India. During Torch operations, upon leaving Durban, ships were to pass well to the south of Cape Town, cross the Atlantic northwestward to Brazil, thence go to Trinidad and United States waters and from those places, in convoy, to the British Isles.

The final attack plan as drawn by the OKM, Dönitz, and the skippers, was as follows. Commencing on or about October 5, Karl-Friedrich Merten in U-68 and Carl Emmermann in U-172 were to reconnoiter the Cape Town anchorage, Table Bay, mindful of the offensive mines planted earlier in the year by the German raider Doggerbank and defensive minefields planted by the British, known to the Germans through Emmermann’s capture of papers from the freighter Santa Rita on his prior patrol to the Caribbean. At thirty minutes past midnight on October 8—a period of new moon—-they were to enter Table Bay and simultaneously commence attacking what was thought likely to be “fifty ships” anchored in the roadstead. While this surprise attack was in progress, Helmut Witte in U-159, Fritz Poske in U-504, and Ernst Sobe in the U-cruiser U-179, which was well ahead of the other U-cruisers, were to lie outside the harbor and pick off ships fleeing the massacre.

Per plan, Merten and Emmermann closed Table Bay on the night of October 5, traveling on the surface to avoid undisclosed defensive mines. To minimize loss of life should U-172 hit a mine, Emmermann ordered as many crew as possible topside in life jackets. What the two skippers found was deeply disappointing. The Table Bay anchorage was “empty,” Emmermann reported. Not only that, Merten elaborated, but the anchorage was bathed by a “searchlight barrage” and land-based radar, which made it impossible for the boats to attack on the surface. Under these circumstances he doubted that the surprise attack would work.

Both skippers requested release from the plan and freedom of action. In reply, Dönitz asked the two skippers to try again, in case the “empty” anchorage was a fluke of shipping schedules. If on the second try they found the anchorage still empty, then they would be released from the plan and have freedom of action from midnight, October 8.

Claiming later that he received a garbled version of those orders, Emmermann wrote that he proceeded on the basis that he had freedom of action from 4 A.M., October 7, onward. Hence, he jumped the gun by nineteen hours and sank the outbound 6,200-ton American freighter Chickasaw City with two torpedoes. Three hours later he sank an inbound freighter, the 4,700-ton Firethorn with two torpedoes. Perhaps with crossed fingers or tongue in cheek, Dönitz later reprimanded Emmermann for this premature attack: “The fact that the captain struck prematurely could easily have wrecked the whole operation and for Command reasons it must be condemned.”

The other four boats waited impatiently for the midnight deadline. Helmut Witte in U-159 also jumped the gun, by five minutes, to sink the 5,800-ton British freighter Boringia with a single torpedo. Neither she nor the two ships sunk prematurely by Emmermann in U-172 got off distress signals. Thus when H-hour arrived at midnight, October 8, Cape Town was lit up “as in peace time” and still unaware that a U-boat attack was in progress.

The U-boats continued the attack into the early hours of October 8. Emmermann sank his third ship, the 3,800-ton Greek Pantelis with a single torpedo. Close by, Merten in U-68 sank two ships in quick succession, expending seven torpedoes: the 3,600-ton Greek Koumoundouros and the 8,600-ton Dutch Gaasterkerk. Both of these vessels had time to get off distress signals, alerting Cape Town, but authorities there still had no idea the U-boats had sunk six ships.

At first light on October 8, Cape Town deployed its weak ASW forces. The British destroyers Active, Arrow, and Foxhound, the Australian destroyer Nizam, and the British corvette Rockrose sailed out to do battle, but spent most of the day rescuing survivors of the six ships. Every available military aircraft, including those of a basic training school, took to the air to assist in the rescues.

The U-boats sank one more ship during that day. Witte found the 7,600-ton British freighter Clan Mactavish imprudently stopped dead in the water, picking up survivors of the Boringia, which he had sunk earlier. Witte put the Clan Mactavish under with two torpedoes. Aircraft on ASW patrols guided another freighter, Matheran, to the scene, and she rescued the crews of both ships.

After dark that day, Ernst Sobe in the U-cruiser U-179, which was close by U-68 and U-172, torpedoed the 6,600-ton British freighter City of Athens. Still later that evening, the British destroyer Active reached the site and rescued ninety-nine persons. While she was doing so, her radar operator reported a contact at 2,500 yards. This was Sobe in U-179, who had loitered at the scene apparently in hopes of sinking another freighter on a rescue mission. When Active’s sonar operator also reported a contact, her skipper, M. W. Tomkinson, rang up full speed and ran down the bearing.

Soon Active’s lookouts discerned a “large” U-boat on the surface, which appeared to be stopped. Closing to eight hundred yards, Tomkinson turned on his searchlight and opened fire with his main battery. It is likely that U-179’s lookouts had seen Active before she opened fire and that Sobe had dived immediately. However, his big, clumsy, slow-diving U-cruiser was no match for a radar-equipped fleet destroyer. As the seas closed over U-179’s conning tower, Active raced over her swirl at twenty-five knots and fired “by eye” ten depth charges set for fifty to one hundred feet. These blew U-179 back to the surface, Tomkinson logged. She hung momentarily, then plunged under, never to be seen again, an expensive loss in weaponry and manpower for the Germans.*

Close by, Merten in U-68 and Emmermann in U-172 heard Active’s attack on U-179. Emmermann logged that he picked up the sinking noises of U-179 “quite clearly.” At about this same time, the corvette Rockrose detected and doggedly chased Emmermann, dropping twelve depth charges, which Emmermann described as “too close for comfort.” The explosions slightly damaged one bow torpedo tube but were otherwise “ineffective,” Emmermann continued.

While that was going on, Merten sank two ships. The first was the fully loaded, 8,200-ton American tanker Swiftsure. One torpedo turned her into an inferno, sending “pitch dark clouds of smoke … hundreds of meters skyward.” Even so, she did not sink immediately and the British tried to tow her into port, but in vain. The second ship was the 5,300-ton British freighter Sarthe, which Merten put under with two torpedoes.

Merten’s massacre continued past midnight into the wee hours of October 9, when he attacked two more ships: the 5,000-ton American freighter Examelia, sunk with one torpedo, and the 5,400-ton freighter Belgian Fighter, sunk with two torpedoes. In the second attack, Merten lost control of U-68 in a routine dive and plunged at a terrifying angle to 656 feet before his emergency measures restored control. This near-fatal accident dampened somewhat the celebrations over the boat’s remarkable successes at the Cape: six confirmed ships for 36,000 tons sunk within twenty-four hours, bringing his total for this patrol to eight ships for 48,200 tons.

That afternoon, October 9, in that same area, Helmut Witte in U-159 sank yet another ship with a single torpedo. She was the 6,600-ton American freighter Coloradan. That victory brought the sinkings off the Cape by Merten, Emmermann, Witte, and Sobe in about forty-eight hours to eleven vessels for 77,300 tons, far exceeding U-boat successes off the American coast over a comparable time period. Berlin propagandists praised the skippers for this extraordinary achievement in such far distant waters, releasing their combined score as a conservative twelve ships sunk for 74,000 tons.

By the next day, October 10, the Cape Town authorities had diverted or frozen most shipping in South African waters, but the Germans scored two more impressive victories. Operating that morning near the Cape in foul, rainy weather and heavy seas, Emmermann in U-172 spotted the 23,456-ton liner Orcades, sailing alone to the British Isles with 1,300 Allied troops and Axis POWs. After a brief chase, Emmermann hit her with three bow torpedoes. The crew abandoned ship, but with the help of fifty-two volunteers who reboarded, the captain attempted to limp into Table Bay. Emmermann chased, reloaded his bow tubes, and put Orcades under with three more hits from close range. That same morning the southbound U-cruiser U-178, commanded by Hans Ibbeken, sank another crowded homebound British liner, the 20,119-ton Duchess of Atholl, sailing alone a little north of Ascension Island. Fortunately for the Allies, the loss of life in the sinking of these two troopships was light: forty on Orcades.*

The fifteenth—and last—ship to fall victim to the Eisbär boats and the U-cruiser U-l 79 off Cape Town was the 7,200-ton British freighter Empire Nomad. Helmut Witte in U-159 sank her with four torpedoes. When added to the victories achieved on his outstanding first patrol to the Caribbean, Witte’s sinkings off Cape Town qualified him for a Ritterkreuz.† One day after the award of his Ritterkreuz by radio, on October 23, Witte requested a rendezvous with Ibbeken’s oncoming U-cruiser, U-178, to transfer a sick crewman to the latter, which had a doctor on board.

Believing the South African traffic had been diverted far to the south of the Cape, one by one the Eisbär boats proceeded to that area. This took them to the notorious “Roaring Forties” (i.e., 40 degrees south latitude) where for over a week they were slammed around by hurricane-force storms and mountainous seas. Nonetheless, Witte sank with five torpedoes two British freighters on October 29 in. those inhospitable waters: the 5,000-ton Ross and the 7,300-ton Laplace.

Fritz Poske in U-504 got off to a wobbly start at the Cape, but his luck began to change when he reached the Roaring Forties. There, on October 17, he sank the 6,000-ton British freighter Empire Chaucer. Since he had freedom of action, he elected to go north to Durban on the southeast coast of Africa, where, as he knew, the U-cruisers were headed. En route, he attacked two ships off East London on October 23 and 26. His torpedoes sank the 5,700-ton British freighter City of Johannesburg and broke in half the 7,200-ton American Liberty ship Anne Hutchinson. Her stern eventually sank, but a minesweeper and a tugboat towed the bow into Port Elizabeth, a complete loss.

Remaining about 250 miles east of the coastline to minimize attacks from ASW aircraft, Poske beat the U-cruisers into Durban waters. On October 31 he sank two British freighters: the 7,000-ton Empire Guidon and the 5,100-ton Reynolds. With only two torpedoes remaining, he about-faced and headed home. While rounding the Cape on November 3, he expended his last torpedoes to sink the 5,200-ton Brazilian freighter Porto Alegre. These successes raised Poske’s bag in eighteen days to the level of Merten in U-68: six ships sunk for 36,000 tons. When these sinkings were added to his claims on two prior patrols, Poske qualified for and received a Ritterkreuz* by radio on November 6.

The four Eisbär boats departed the Cape Town area in high spirits. Merten and Poske went directly up the center of the Atlantic to France. Witte and Emmermann went to a rendezvous with the tanker U-461 and the torpedo-supply boat U-D3.

Homebound in the middle of the South Atlantic on November 6. Merten found and sank the 8,000-ton British freighter City of Cairo, which carried 125 passengers, including women and children. This sinking raised his score for the patrol to nine ships for 56,200 tons and qualified him for Oak Leaves to his Ritterkreuz, which came from Hitler via radio.† Upon reaching France, both Merten and Poske left their boats and did not return to combat. Merten was assigned to command the 24th Flotilla in the Training Command.

Witte in U-159 and Emmermann in (7-772, who had become arch rivals in the tonnage competition, proceeded northwestward to the U-tanker rendezvous, raking likely Allied shipping routes between Cape Town and Trinidad. On the way Witte found and sank two lone American ships. The first was the 5,500-ton La Salle, loaded with ammo. The torpedo exploded her cargo with an awesome blast that was heard three hundred miles away at Cape Town and that “atomized” the ship and rained debris on U-159, slightly injuring Witte and three crewmen. The second was the posh but aged (1887) six-masted, 2,300-ton sailing vessel Star of Scotland (ex-Kenilworth), which was en route to Brazil with a load of guns. Witte stripped her of food, cigarettes, and other useful commodities, then sank her by gun. Cutting across the South Atlantic into Brazilian waters, Emmermann sank four freighters, the British Aldington Court, Llandilo, and Benlomond,* of 4,900, 5,000, and 6,600 tons, respectively, and the 5,400-ton American Alaskan. These sinkings raised Emmermann’s bag to eight ships for 60,000 tons and qualified him for a Ritterkreuz.†

As related earlier, Witte and Emmermann rendezvoused with the tanker U-461 and the torpedo-supply boat U-D3 and eight other U-boats on December 9. In addition to fuel, Witte took on eight air torpedoes and joined six other Type IXs for a concerted attack on Allied shipping in Brazilian waters. In a period of three days, from December 13 to 16, he sank three freighters for 18,600 tons, two British and— awkwardly—one neutral 5,000-ton Argentine, the Star of Suez. These sinkings raised Witte’s score for this patrol to an impressive eleven ships for 63,700 tons.

Homebound with but two torpedoes on December 11, Emmermann in U-172 found a Cape Town to Trinidad convoy at a grid position exactly predicted by B-dienst. Emmermann attacked, firing one torpedo at each of two ships. He claimed both torpedoes hit and that, based on the noise he heard, both ships probably sank. He was credited with one sinking for about 8,000 tons, raising his bag to nine ships for 68,000 tons, thereby besting his rival, Helmut Witte in U-159, but the last sinking could not be confirmed in postwar records and Witte came out the winner after all.

The attack by group Eisbär on South Africa was one of the most successful U-boat operations of the war. The four Type IXs sank twenty-three ships for 155,335 tons off Cape Town and Durban. In addition, three of the four sank eleven ships for 60,829 tons en route to and from the Cape, raising the number of sinkings to thirty-four ships for 216,164 tons. This was an average of 8.5 ships for 54,041 tons per boat per patrol,‡ a substantially greater return than the best month in the U-boat attack on the United States.

The other three IXD2 U-cruisers arrived off the Cape in late October. Cagni tarried in the Gulf of Guinea, where she sank a ship on November 3, and came later. The U-cruisers confronted intensified ASW measures, but these did not significantly impede the Germans.

Leading the pack, Hans Ibbeken in U-178, who had sunk the 20,119-ton troopship Duchess of Atholl en route, skirted the Cape and went north to Durban. In his first two days in those waters, he vainly chased a tanker, missed a freighter with two torpedoes, and narrowly escaped an aircraft attack. However, on November 1, he attacked “a big passenger ship,” which he identified “quite definitely” as the 18,700-ton Laurentic, a “nice present after so long a time.” His first two torpedoes missed. The next two hit and sank what proved to be a troopship half the size of Laurentic, the British Mendoza, 8,200 tons. About 150 of the four hundred persons on board were killed or never found.*

Earlier in the war, Ibbeken recalled, Dönitz had promised that he would be the first German U-boat skipper to circumnavigate the island of Madagascar. He did so, sinking two freighters along the way: the 2,600-ton Norwegian Hai King and the 5,200-ton British Trekieve. Bedeviled by engine trouble, the voyage around Madagascar itself was unproductive.

The second and third IXD2 U-cruisers reached the Cape Town area nearly simultaneously. Ritterkreuz holder Robert Gysae in U-177 was first to find a target. On November 2, he chased and fired four torpedoes at the 4,500-ton Greek freighter Aegeus, which had a load of ammo. Two torpedoes missed but two hit, and the ship literally disappeared in an immense explosion that showered debris on U-177, injuring a lookout. The next day, Ritterkreuz holder Wolfgang Lüth in U-181 found and attacked the 8,200-ton American Ore carrier East Indian. As with Gysae, two torpedoes missed but two hit and the ship went down. Thirty-four of her fifty-man crew were never found.

The two boats hunted off the Cape for about ten days. Gysae attacked only one other ship, the 2,600-ton British tanker Cerion, sailing in ballast. In a frustrating daylong chase, he shot five torpedoes at her, all of which missed. He then surfaced to sink the ship with his deck gun, but Cerion shot back and finally Gysae was forced to let her go. Lüth in U-181 sank three more freighters (two American, one Norwegian) for 14,000 tons, enough, Dönitz ruled, to qualify him for Oak Leaves to his Ritterkreuz. The award came in a personal message from Hitler on November 13.†

Gysae and Lüth cruised north toward Durban, where Ibbeken in U-178 concluded his disappointing journey around Madagascar. In the period from November 13 to 15, Ibbeken attacked two British freighters off Durban: the 3,800-ton Louise Moller and the 6,300-ton Adviser. He sank the former, but the latter was salvaged and towed into Durban. In reaction, ASW aircraft twice attacked U-178, driving Ibbeken down and thwarting an attack on another ship. “Three aerial bombs,” Ibbeken logged, “very close [but] no damage.” Still bedeviled by engine and other mechanical troubles, Ibbeken hauled well offshore to make extended repairs, then headed for home. While rounding the Cape, he missed one ship but sank another, the 7,200-ton American Liberty ship Jeremiah Wadsworth, raising his confirmed sinkings to six ships for 47,000 tons. Upon arrival in France on January 9, completing a voyage of 124 days, Ibbeken left U-178 for other duty.

On the day Ibbeken departed the Durban area, November 15, the British destroyer Inconstant, responding to alarms from ASW aircraft, caught Lüth in U-181. Lüth dived deep (573 feet) to evade, but the skipper of Inconstant, W. S. Clouston, mounted a dogged nine-hour chase, dropping thirty depth charges. Late in the afternoon, two corvettes, Jasmine and Nigella, arrived to relieve Inconstant. Jasmine got a sonar contact and dropped five more depth charges but she lost U-181 in the noise and, finally, Lüth escaped in darkness and repaired the considerable damage. It was a close call. Had the two corvettes pursued U-181 as persistently as had Inconstant and had aircraft assisted them the following day, they might well have forced U-181 to the surface for a kill.

After completing repairs, Lüth cruised north about 250 miles to the magnificent neutral port of Lourenço Marques, situated on Delagoa Bay, Portuguese East Africa. Patrolling near this port over the next two weeks, from November 19 to December 2, Lüth sank by gun and torpedo eight ships for 23,800 tons, four principally by deck gun, expending his entire stock of 355 rounds of 4.1” ammo. A recent biographer of Lüth* characterized the prodigal expenditure of shells as “callous,” “malicious,” and “unprofessional,” in that the gunfire killed many seamen needlessly and that Lüth recklessly exposed U-181 in these attacks.

Saving two torpedoes for self-defense, Lüth returned to France on January 18, completing a voyage of 129 days in which he traveled 21,369 miles without refueling. His confirmed bag for this patrol was twelve ships for 58,381 tons. This was twice the number of ships that were sunk by Ibbeken in U-178, but 5,350 fewer tons than were sunk by Witte in U-159 and 1,700 fewer tons than were sunk by Merten in U-68 and Emmermann in U-172. Thus a big, expensive U-cruiser in the hands of a veteran skipper wearing Oak Leaves did not sink significantly more tonnage in the same area than any one of the three Type IXCs.

Commencing on November 19, Gysae in U-177 also patrolled the area near Lourenço Marques, but usually at a considerable distance from Lüth. Over a period of twenty-six days he expended all of his torpedoes to sink seven ships (including one tanker) for 44,800 tons. One of these was another unescorted British troopship: the homeward-bound, armed, 6,800-ton Nova Scotia, the sixth British troopship to be lost to unassisted Axis submarines within two months.† In addition to her crew, Nova Scotia carried 899 passengers: 765 Italian civilian internees and 134 South African soldiers. Upon learning that he, like Hartenstein in U-156, had sunk a ship carrying hundreds of Italian allies, Gysae radioed Dönitz for instructions: “Sank auxiliary cruiser Nova Scotia with over 1,000 Italian civil internees ex [from] Massaua [Ethiopia]. Two survivors taken on board. Still about 400 on boats or rafts. Moved away because of air [craft]” In his reply, Dönitz, in effect, evoked the “Laconia Order”: “Continue operating. Waging war comes first. No rescue attempts.”

Dönitz notified the Portuguese, who dispatched vessels from Lourenço Marques. A Portuguese sloop rescued 192 survivors (including forty-three South Africans) in boats or rafts, surrounded by ravenous sharks. Including the crewmen, about 750 persons perished. One hundred and twenty corpses washed up on Durban beaches. Sharks consumed many of the other 630 dead. At Gysae’s request, the crew of U-177 signed a pledge never to discuss the catastrophe.

Gysae returned U-177 to France on January 22, completing a patrol of 128 days. His confirmed score was eight ships for 49,371 tons. Like Lüth, he remained with his boat to prepare for another patrol to the Indian Ocean. Dönitz awarded his engineer, Gerhard Bieleg, a Ritterkreuz, noting that he had served 454 days on patrol on three U-boats and had “saved his boats three times.”

The big Italian U-cruiser Cagni contributed almost nothing to this attack on South Africa. On November 29 she sank one ship off Cape Town, the 2,000-ton Greek Argo. Encountering intensified ASW measures near the Cape, she soon reversed course and headed home. Near the equator on January 10, she refueled from the tanker U-459, then proceeded to Bordeaux.

Four German U-cruisers had operated off Cape Town and Durban. In all they sank twenty-seven confirmed ships for 161,407 tons, an average of 6.75 ships for 40,350 tons per boat per patrol. Considering that one boat, Sobe’s U-179, had been lost after sinking only one ship, this was an exceptionally good average return. The single success of the Italian U-cruiser Cagni raised the total for all Axis U-cruisers to twenty-eight ships for 163,400 tons.

When the successes of the four Type IXs of group Eisbär were added to those of the four Type IXD2 U-cruisers, the number was impressive indeed: sixty-two ships for 379,566 tons, including the six British troopships. This was an average of 7.8 ships for 47,446 tons sunk per boat per patrol, exceeding the best performance of the Type IXs in American waters.

Altogether, in the second half of 1942 about fifty U-boats patrolled to the Azores, the Canaries, Freetown, to African waters farther south, and to Cape Town and Durban. These sank about 150 ships for about 900,000 tons, for the loss of merely three boats* with all hands. This was an “exchange rate” of about fifty ships sunk for each U-boat, an extraordinary German achievement but also a rarely mentioned and embarrassing failure of Commonwealth ASW forces in those waters.

Like the sinkings in American waters, these German successes in South African waters during October and November 1942 also added substantially to the aggregate Allied ship losses to U-boats in those months. Since, as related, Allied losses were not identified by geographical area, the figures also tended to reinforce the wrong impression that U-boats were conducting a “massacre” on the North Atlantic run.
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THE MEDITERRANEAN: PRICELESS CAPTURES


At ten o’clock on the evening of October 23, the British Eighth Army, commanded by Bernard Law Montgomery, launched a massive attack on the Axis forces at El Alamein. On the following day, when Hitler was informed, he telephoned Erwin Rommel, who was still in a hospital, and asked if he was well enough to return to North Africa to resume command of his Afrika Korps. Rommel arrived on the second day, October 25, to find Axis forces cracking under the weight of Montgomery’s attack, which profited greatly from the reading of Luftwaffe Enigma and some timely breaks in German Army Enigma. Rommel proposed a strategic withdrawal westward toward Benghazi, but Hitler demurred and foolishly directed Rommel to “stand fast!” whatever the cost.

At that time, the Mediterranean U-boat force, commanded by Leo Karl Kreisch, numbered nineteen Type VIICs. This number included four new arrivals from the Atlantic (U-458, U-593, U-605, U-660), which had slipped through the Strait of Gibraltar on the nights of October 10 and 11. One of these, U-605, commanded by Herbert-Viktor Schütze, age twenty-five, had had a harrowing transit. An unidentified submerged Allied submarine had shot torpedoes at U-605 but missed. Schütze had dived and the two submarines had played cat and mouse for three hours. Schütze had shot a full bow salvo—four torpedoes—at the enemy submarine, but he, too, had missed. These four boats had arrived at the Italian naval base at La Spezia, Italy, on October 14 and 15, where Kreisch indoctrinated the men in fighting in the hazardous waters of the Mediterranean.

The Mediterranean U-boat force was in its worst slump yet. Apart from several small sailing vessels, in all of September and October the U-boats had sunk only one ship, a 600-ton Palestinian freighter.

When Montgomery attacked on October 23-24, there were seven U-boats at sea. Four patrolled in western sectors off Algeria and Tunisia and three in the eastern sectors off Egypt and Palestine. The plan was to maintain that deployment scheme in case the Allies staged an amphibious assault in North Africa behind (or west) of Rommel or in the more extreme west at Algeria or Oran or on the island of Sardinia. Three U-boats (U-458, U-565, U-660) were due to sail from La Spezia to the eastern sector to relieve the three boats in that area (U-77, U-205, U-559).

On October 25, Hitler personally intervened and changed the deployment of the Mediterranean U-boats. Based on German intelligence reports indicating that the British carrier Furious and other warships were gathering at Gibraltar, perhaps to invade Sardinia or fly off fighters to Malta, the Fuhrer directed that “all available” U-boats be sent to the western Mediterranean immediately. Leo Kreisch, therefore, redirected the three newly sailed U-boats intended for the eastern Mediterranean to go to the western Mediterranean. Furthermore, Kreisch ordered two of the three U-boats in the east (U-77, U-205) to make for Messina, Sicily, to replenish and prepare to join the other U-boats in the west.

What the British had afoot was yet another fighter-aircraft reinforcement of Malta. At Gibraltar on October 27, the carrier Furious took on the aircraft. The next day the task force, which included the cruisers Charybdis and Penelope and six destroyers, set sail. By then the Axis naval commands had deployed fourteen submarines in the narrow neck of the western Mediterranean: seven German U-boats* and a separate force of seven Italian submarines blocking the channel between Cape Antonio, Spain, and the island of Ibiza9 in case the British elected to go north of the Balearic Islands, then eastward.

In the late evening of October 28, two U-boats sighted and reported the task force: Ritterkreuz holder Friedrich (Fritz) Guggenberger in U-81, who had sunk the British carrier Ark Royal the year before, and the new arrival Schütze in U-605. Nearby, at about the same time, another Mediterranean veteran, Wilhelm Franken in U-565, shot four torpedoes at Furious but, he reported, all were duds. Inasmuch as Guggenberger had reported the task force speed as twenty-one knots, Leo Kreisch logged: “It is hopeless for the U-boats to pursue.”

The new German plan was to sink Furious on her return voyage to Gibraltar. Kreisch redeployed the seven U-boats to likely waiting spots, while Axis aircraft reconnoitered and found the task force. Several U-boats spotted the formation. One, U-431, commanded by another Mediterranean veteran, Wilhelm Dommes, shot four torpedoes at Furious but all missed. Still making about twenty knots, the task force returned to Gibraltar without incurring any losses.

Leo Kreisch logged:

The operation is thus concluded. It has been quite unsuccessful. … Of the seven boats available, five different boats have had altogether six encounters with the enemy. Two boats each fired a fan of four, no hits were obtained. To attack a heavily defended aircraft carrier, proceeding at high speed, is not simply a question of opportunity but also luck. …


As a result of Hitler’s personal intervention, only one U-boat was left in the eastern Mediterranean. She was U-559, commanded by twenty-eight-year-old Hans-Otto Heidtmann. He had commanded three school ducks* in the last half of 1940, after which he commissioned U-559 on February 27, 1941. Reporting to the Atlantic force in June 1941, Heidtmann had sunk one 1,600-ton British freighter during the attack on convoy Outbound Gibraltar 71 in August.† A month later, U-559 was one of the six U-boats that pioneered the way into the Mediterranean. In a full year of combat operations in those dangerous waters, Heidtmann had sunk four confirmed ships: the 1,100-ton Australian sloop Parramatta, two freighters, and the 4,700-ton Norwegian tanker Athene.

Heidtmann was quite familiar with the waters of the eastern Mediterranean. He had conducted a barren thirty-eight-day patrol there from August 15 to September 21, returning to Messina. After merely eight days in that port for replenishing and crew R&R, he had resailed for the eastern Mediterranean on September 29.

The senior German naval commander in the Mediterranean Basin, Eberhard Weichold, wrote:

Leaving U-559 behind in the Eastern Mediterranean after the other boats operating there had been recalled, was done deliberately. The boat had been operating against the enemy since August with only one break of a few days [in Messina] and as it is in need of repairs it was out of the question to put it into operation in the Western Mediterranean. But the boat can be of use in the Eastern Mediterranean a few days longer until it has exhausted all its resources.


Heidtmann’s orders were to attack shipping “anywhere” in the eastern Mediterranean (the Levant). Like other boats before him, he focused his efforts on the short Allied convoy route running between Port Said, the Mediterranean terminus of the Suez Canal, and the British naval base at Haifa, Palestine. In the early hours of October 30, when U-559 was about seventy miles north by northeast of Port Said, a radar-equipped Sunderland on ASW patrol found U-559 and reported a contact, “possibly a submarine.” The British destroyer Hero, which was about twenty miles from the reported position, proceeded there and commenced a sonar search, but she found nothing. Other British aircraft arrived to assist Hero in the hunt, but they could not find anything either.

Upon receiving the initial report from the Sunderland, the commander of Destroyer Squadron 12, Eric B. K. Stevens in Pakenham, sailed from Port Said with three other destroyers: Petard, Dulverton, and Hurworth. Seven hours later, at about thirty minutes after noon, the four destroyers arrived near the reported site. Just as they did so, a British Wellesley aircraft seven miles distant sighted a periscope and the “clearly visible” outline of a submerged submarine. The pilot attacked from low altitude, dropping three depth charges and firing Very flares to alert the destroyers. Absorbing Hero into his formation, Stevens raced the five destroyers to the circling aircraft at thirty-one knots. Upon slowing to sonar-search speed, Dulverton almost immediately reported a submarine contact.

The U-boat hunt that ensued resembled the tenacious thirteen-hour hunt (and kill) of U-372 by four destroyers and aircraft in early August in nearly the same spot.* The five destroyers and aircraft hunting U-559 doggedly clung to the contact for almost ten hours. Alternating passes, Dulverton attacked six times, with fifty-six depth charges; Pakenham and Petard each attacked four times, dropping thirty-two and thirty charges, respectively; Hew attacked three times, with seventeen charges; and Hurworth attacked twice, dropping fifteen charges. Totals: nineteen separate attacks in which 150 depth charges were dropped at depths ranging between 150 and 600 feet.†

Earlier on his second Atlantic patrol, Heidtmann had been detected and hunted for hours by a tenacious team of British destroyers. He escaped by taking U-559 to 590 feet and lying doggo. He repeated this tactic, but he could not shake these five destroyers. After nearly ten hours of pursuit, the air in the boat was foul. Moreover, the last five of the 150 depth charges—dropped by Petard—had caused severe damage and flooding. Therefore, at about 10:40 P.M., Heidtmann surfaced, hoping to slip away in darkness.

The instant U-559 reached the surface, Hurworth picked her up on radar and caught her in a big searchlight. Too close to depress the main 4” guns, Hurworth and Petard opened fire with 20 and 40mm cannons. Petard’s fire, officially described as “a murderous barrage,” raked the U-559’s bridge, probably killing several Germans, possibly including Heidtmann (the record is not clear), and wounding others. With no possibility of escape, the Germans scuttled U-559 and began jumping into the sea. In the rush to abandon ship, they failed to jettison all Enigma material in accordance with regulations.

Petard’s captain, Mark Thornton, sensed an opportunity to ransack and possibly even capture U-559. He brought his ship to starboard of U-559, pointed in the opposite direction, his bow to her stern. As Petard eased close alongside the U-boat, some of her crew, including Lieutenant Spens-Black, Able Seamen K. Lacroix and G. W. MacFarlane, and Canteen Assistant Thomas Brown, jumped down onto the deck of U-559 to shackle on a towline. The first line parted, as did the second, but finally they attached a big manila line to the U-559’’s stern that held.

In the meantime, Thornton called away his boarding party and put over two whaleboats. Due to a misunderstanding of his orders, one whaler diverted to pick up German survivors, collecting fourteen. The leader of the boarding party, Petard’s second-in-command, Francis Anthony Blair Fasson, turned the other whaler over to another officer, G. Gordon Connell, then stripped naked, dived overboard, and swam to U-559. Able Seaman Colin Grazier also shed his clothes and dived in to assist Fasson.

Fasson, Grazier, and Canteen Assistant Brown went down inside U-559 to the control room. It was dark, Brown remembered, but Fasson had a flashlight and a machine gun. Fasson went directly forward to Heidtmann’s quarters and the radio room and smashed open cabinets with the butt of the machine gun. He found a set of keys hanging on the back of the door, Brown said, and these opened a locked drawer. Fasson took some “confidential books” from the drawer and gave them to Brown, who took them topside and rigged a line to lift others. He returned to help Fasson, who gave him another load of documents, which Brown stacked at the bottom of the conning-tower ladder. He then returned to Heidtmann’s quarters and the radio room, where Fasson had found yet more confidential books. Brown took these to the conning-tower hatch as well and then climbed topside and gave the documents to Spens-Black, Lacroix, and MacFarlane. They, in turn, passed the documents to the men in the whaler.

When Brown returned to the control room, he found Fasson attempting to break an unidentified “apparatus” from a bulkhead. Fasson pried it off, but he could not cut the wires leading into the apparatus, “so we gave up,” Brown remembered. Fasson then handed Brown yet another load of confidential books. On this third trip topside, Brown gave these directly to the men in the whaler. Meanwhile, Spens-Black, Lacroix, and MacFarlane were hauling up a “box” which Fasson had secured to the lifting line that Brown had rigged. Fasson twice shouted up to them to be very careful as the “instrument” was “very delicate” and “important.” It could have been an Enigma machine.

The U-559 suddenly began to sink rapidly by the stern. Thornton ordered Petard’s engines ahead, to put a strain on the towline and hold up the U-boat’s stern, but when he saw he might hit and capsize the whaler and lose the documents, he canceled the order and chopped the towline. Spens-Black, Brown, and others on the U-boat deck and in the whaler all shouted “Abandon ship! Abandon ship!” Brown remembered seeing Fasson and Grazier at the foot of the conning-tower ladder and twice shouted: “You’d better come up.” They “had just started up ,” Brown said, when “the submarine started to sink very quickly.” Vainly fighting against the flood of water pouring down the conning-tower hatch, neither man made it. The “instrument” was lost as well. “I had to leave it,” MacFarlane remembered, “as the water was rising above the conning tower” As U-559 upended and sank stern first, he and Brown and others of the topside group swam to the whaler.*

The British destroyers rescued forty-one of the forty-eight Germans on U-559. Heidtmann was not among the survivors. One other survivor died of wounds, leaving forty. Petard took some of these Germans, as well as all the documents recovered from U-559, directly to the eastern Mediterranean naval intelligence center, which had withdrawn from Alexandria and relocated in Haifa.

Among the intelligence documents recovered from U-559 were two that were priceless to British codebreakers:

• A current edition of the short-signal codebook for weather reports.

• A current edition of the short-signal codebook for reporting enemy ships, battle results, and other tactical information.

For the skippers of Petard and U-559 there were ironic aftermaths. Six weeks later, on December 15, Petard, in company with the Greek destroyer Queen Olga, discovered and attacked the Italian submarine Uarsciek. In keeping with Admiralty policy, during this action Petard drove the submarine to the surface and inflicted merciless casualties on the Italians in an attempt to keep them belowdecks and prevent scuttling. Moreover, for the second time, Petard got a boarding party on an enemy warship and again captured an impressive haul of “confidential books” of all kinds and almost succeeded in towing the captured vessel into port.

Notwithstanding this second outstanding achievement, according to a published history of Petard, the doctor on board the ship, William Finbar Prendergast, concluded that Petard’s captain, Mark Thornton, had gone over the edge and that he should have a “medical checkup and rest.” In effect sacked, Thornton abruptly left his command without the usual farewell ceremonies.† In contrast, for reasons never made clear, U-559’s skipper Heidtmann, who had committed gross negligence in failing to insure destruction of his Enigma papers, was awarded a Ritterkreuz on April 14, 1943‡

When the short-signal weather codebook reached Bletchley Park, it offered British codebreakers who could decode weather reports the possibility of cribs to break weather reports reenciphered into four-rotor Enigma. However, it defied them until December 13. That day, the codebreakers discovered to their astonishment that the Germans had made a terrible lapse in code security. In weather reporting, U-boats put the fourth rotor in “neutral,” using their four-rotor Enigma like three-rotor Enigma. Obtaining three of the four Enigma keys of the day from this source, it was not difficult to cycle the bombes through twenty-six more possibilities to obtain the fourth wheel setting.

This break into four-rotor Enigma enabled Bletchley Park to read immediately eight days of November traffic and all the early days of December with little delay. Still fearful of a leak by the Americans, First Sea Lord Pound notified Admiral Ernest J. King in patronizing language:



As the result of months of the most strenuous endeavour, a few days’ U-boat traffic will be readable in the immediate future and this may lead to better results in the near future.

You will, I am sure, appreciate the care necessary in making use of this information to prevent suspicion being aroused as to its source. We have found this especially difficult when action by [ship] routing authorities outside the Admiralty is required. It would be a tragedy if we had to start all over again on what would undoubtedly be a still more difficult problem.





The captures from U-559 thus equaled in importance those from U-110 in May 1941 as a source for cribs. The short-signal codebook for weather reports was to remain operational until March 1943. By the time it expired, the British had perfected a method of obtaining cribs from the other (tactical) short-signal codebook, which remained in use until the end of the war. Even so, it was to take six months or more for the British codebreakers to completely master Triton. Until then, it was often a nail-biting, hit-or-miss enterprise.

Bletchley Park immediately telexed the Admiralty’s Operational Intelligence Center its first decoded intercepts. The chief of the Submarine Tracking Room, Rodger Winn, was not present to join in the celebration. Never robust, he had recently suffered a temporary collapse caused by the pressures and strains of his job. His assistant, Patrick Beesly, plotted in the first confirmed U-boat positions, which, amazingly, did not differ markedly from Winn’s guesstimates, Beesly wrote.


TWO

TORCH


The vast Allied armada for Torch closed on Gibraltar and Morocco in the last days of October and the beginning of November. The Axis had only vague intimations as to what was afoot.

German forces stumbled upon two British units by happenstance. On October 31, Focke-Wulf FW-200 Condors reported a southbound Allied task force, composed of “two carriers and two cruisers,” 280 miles west of Portugal. On November 2, Hans-Jürgen Auffermann in U-514, returning from Trinidad to France, reported “seven large troop transports” in approximately the same area.

Upon receiving the Condor report, Dönitz directed five boats from the disbanded group Streitaxt, which had been attacking convoy Sierra Leone 125, to attempt to intercept the “carrier group.” The Condors failed to follow up the contact and, as a result, none of the boats could find the “carrier group.” As related, Massmann in U-409, low on fuel, returned to France and the other four boats of Streitaxt were ordered onward to Freetown.

In response to the November 2 report of seven southbound transports by Auffermann in U-514, Dönitz directed five boats in the area to intercept. All attempted to comply, but Auffermann lost contact. Ritterkreuz holder Ernst Kals in U-130, Hans Geissler in U-440, and Heinz Stein in U-620 reported temporary mechanical difficulties or battle damage, and Heinz Hirsacker in U-572 failed again to react aggressively. Geissler in U-440 came upon an eastbound convoy that may—or may not—have been the one reported by Auffermann. In the event, he was unable to attack or shadow, he reported, owing to diesel-engine difficulties.

These two sightings, and reports by German and Italian spies of a mounting assemblage of warships and merchantmen of all kinds at Gibraltar, convinced Berlin belatedly that the Allies were staging for a large amphibious operation inside the Mediterranean. Inasmuch as Hitler believed the Allies would not antagonize the Vichy French and drive them into a closer relationship with the Axis, Berlin ruled out Allied landings in French Northwest Africa (Morocco, Algeria, and Tunisia). At first, Berlin believed the likeliest Allied objectives were positions close behind Rommel, perhaps at Tripoli or Benghazi in Libya, together with yet another reinforcement of Malta.

On November 4—four days prior to Torch D day—Berlin asked Dönitz to immediately send seven Type VIIs of the Atlantic force to reinforce the Mediterranean U-boats. In compliance, Dönitz hurriedly formed group Delphin from six boats already at sea plus Jürgen Quaet-Faslem’s U-595, which sailed from France that day. Owing to engine problems, two of the seven boats at sea, U-440 and U-662, could not carry out the mission and were replaced by Klaus Köpke in U-259 and Josef Röther in U-380, both of whom sailed from France on November 5. The first five boats of group Delphin* were to slip through the Strait of Gibraltar on the night of November 8-9, when the moon was new, the U-259 and U-380 to sail later, on the night of November 10-11. These additions were to increase the German Mediterranean force to twenty-five U-boats.

At the insistence of Dönitz, some torpedoes of the Mediterranean boats were to be equipped at all possible speed with two exotic new features from the torpedo technicians:

• A new and better magnetic pistol, designated MZ-Pi39H, but generally referred to as the Pi2. The first fifty of these pistols from the production line in Germany went to the U-boat bases at La Spezia and Pola. Until the new pistols were available in quantity, the skippers were directed to fire these torpedoes only at important targets, such as battleships and carriers.
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PLATE 3

U-BOAT SUCCESSES IN SOUTH AFRICAN WATERS!
OcToBER-NOVEMBER 1942

SHIPS

BOAT TYPE SKIPPER SUNK GRT

U-68 IXC Karl-Friedrich Merten 9 56,230
U-156 IXC Werner Hartenstein 3 303810
U-159 IXC Helmut Witte: 1 63,730
v-172 IXC Carl Emmermann 8 60,048
v-177 IXD2 Robert Gysae 8 493714
v-178 IXD2 Hans Ibbeken 6 47,097
v-179 IXD2 Emst Sobe 1 6,558¢
U-181 IXD2 Wolfgang Lith 12 58,3817
U-s504 Xc Friedrich Poske 6 36,156
Cagni Ttalian Carlo Liannazza 1 1,995
Totals: 9 Patrols (less U-156) 65 409,947

1. Source: Tumer et al., War in the Southern Oceans; Rohwer, Axis Submarine Successes, and
Rohwer and Himmelchen, Chronology. Figures include sinkings cn route to and from South Africa.

2. Including the 19,700-ton British troopship Laconia on September 12, after which U-156 aborted
her voyage to South Africa.

3. Including the 23,500-ton British troopship Orcades on October 10,

4. Including the 6,800-ton British troopship Nova Scotia on November 25,

5. Including the 20,100-ton British troopship Duchess of Atholl on October 10, and the 8,233-ton
British troopship Mendoza on November 1.

6. U-boat was sunk off Cape Town by ASW forces on October 8, 1942.

7. All but one ship of 4,328 tons sunk in November.

8. Another Italian boat, Archimede, sank the 20,000-ton British troopship Oronsay on October 9,
off Freetown.
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PLATE T

DEPLOYMENT OF U-BOATS BY BATTLEFRONT!
SEPTEMBER 1 TO DECEMBER 31, 1942
ATLANTIC MEDITERRANEAN ARCTIC TOTAL
91 v 7 15 2 115
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a8 2% 2 189
1231 VI 106 23 19 148
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is7 3 9 199
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1. Includes new attack boats assigned, transfers between the Atlantic, Arctic, and Mediterranean
U-boat forces, and boats under repair, less battle losses, retirements, and internments. The IXs do not
include U-cruisers. Source: Author’s calculations.





OEBPS/images/Art_Pxxiii.jpg
P

ATLANTIC
0CEAN

e
e ; o
Vieod s st
SPAIN

I
PORTUGAL S UL
/ SN
Bay of Biscay

A5 A AUTICALWILES






OEBPS/images/Art_Pxxx.jpg
e

=
TSawkn]

By Compen | oo [ ——






OEBPS/images/Art_Pxxvi.jpg
UNITED JS‘ATES

ATLANTIC OCEAN

Gulfof Mesico

s o
ol \‘1\ -
Vo, D eu

c) c‘"ﬂ -

| (;72 i
J ) -

PACIFIC OCEAN o “i;
o

‘Gulf of Mexico and the Caribbean

v






OEBPS/images/9780297866220.jpg
HITLER'S
U-BOAT WAR

THE HUNTED 1942-1945

CLAY
Sl Ul





OEBPS/images/Art_Pxxiv.jpg
‘The Mediterranean

ALGERIA






OEBPS/images/Art_P56.jpg
FLAIE 2

U-158
U-68

U-159
U-508
U-66

U-162
u-123
U-507
U-66

U-155
U-103
U-sis
U-124
U-129
U-172

MOST PRODUCTIVE U-BOAT PATROLS TO AMERICAN WATERS

(BY CONFIRMED GROSS TONNAGE SUNK OVER 40,000 N 1942)"

TYPE

IXC
IXC
IXC
IXC
IXc
IXC
1XB
IXC
IXC
IXc

IXC
IXB
IXC
IXC

SKIPPER

Erwin Rostin
Karl-Friedrich Merten
Helmut Witte

Georg Staats

Friedrich Markworth
Jirgen Wattenberg
Reinhard Hardegen
Harro Schacht

Richard Zapp
Adolf-Cornelius Piening
‘Werner Winter

‘Werner Henke

Johann Hendrick Mohr
Hans Ludwig Wit
Carl Emmermann

Totals:

SHIPS
SUNK TONS
13 65,108
7 50,898
10 50,354
9 50,265
9 48,896
9 47,181
7 46,744
9 44,055
6 43,946
10 43,892
9 42,169
8 42,114
7 42,048
11 41,571
10 40,745
134 699,986

1. Source: Rohwer, Axis Submarine Successes.






