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NOTICE OF ANNUAL GARDEN PARTY 

Stronghold, Sugar Loaf Mountain Sunday, June 20, 1976 
Frederick County, Maryland 2:00 p. m. to 10:00 p. m. 

DINNER BUFFET 
Beginning at 5:00 p. m. 

Catered by Comus Inn 

Followed by Slide Show and Lectura on 

Wilkes-Casey (U. S. A.-Australia) Station 

 
Price: $10.00 per person                                                Cash Bar 

 
- - - - - - - - - - - 

 
Spend Father's Day and celebrate Antarctica's "Mid-winter Day" with fellow 

Antarcticans. As for the past several years, Stronghold is being made available 
exclusively for the Antarctican Society. Weather permitting, the party will be held 
in the extensive gardens surrounding the residence. If it rains, the party will move 
into the Georgian colonial mansion. Informal or casual clothing is recommended, 
especially for those who may wish to hike the short distance to the top of Sugar 
Loaf. 

Nearby Comus Inn, the caterer, is noted for the quality of its food. 
Unfortunately, we have tried in vain to get a reduced price for children. We 
certainly do not want to exclude children, and we appreciate the problem that this 
may cause. Therefore, we suggest that if you bring children that you also bring a 
picnic basket of food for them.___________________________________________________ 
 

Prepaid reservations are necessary. Please fill in the blank and send it to 
William B. Cooke, Treasurer, Antarctican Society, P. 0. Box 40122, Washington, D. C. 
20016, so as to arrive by Thursday, June 17. If you have any questions, Phone Bill 
Cooke (Office: U71-1605, Home: 291-2555) or Charlie Morrison (Office: 860-6251, 
Hone: 93S-719U). 

------------------------------------------------------------------------------------ 

I will attend the Antarctican Society garden party at Stronghold with  _______ guests 

Enclosed is my check for $ ___________ , payable to the Antarctican Society. 

                                        ________________________________________ 
                                                   (Name) 
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If you have never visited Sugar Loaf Mountain, you owe it to yourself to do 
so now. Come early and socialize. The bar will be open early. Friends as well as 
members are welcome. 

When it is sufficiently dark, the party will conclude with a slide show and 
illustrated lecture. The lecture will be given by Richard J. Neff, Cartographer with 
the Special Mapping Center of the U. S. Geological Survey. Mr. Neff spent from 
November 1974 to February 1976 at Australia's Casey Station as a participant in the 
International Antarctic Glaciological Program. He was involved in the third year of a 
3-year program. He made several overland traverses from Casey Station operating a geo-
receiver net. His slides will cover both Casey Station and the interior. 

Casey Station was originally Wilkes Station, established by the United States as 
part of the International Geophysical Year. It was later turned over to Australia. 
Rudolf A. Honkala and Richard L. Cameron were at Wilkes Station during IGY under the 
leadership of the late Carl R. Eklund. Each has a collection of slides from that 
period. They will give short talks to accompany their slides to show the changes that 
have occurred over two decades at WiIkes-Casey Station. 

DIRECTIONS FOR REACHING STRONGHOLD 

From the Beltway (I-U9!?) take 1-270 (formerly I-70S) northward, past Rockville, 
Shady Grove, Bureau of Standards, Gaithersburg, A5C, and Clarksburg exits. Turn off at 
Hyattstown-Comus Exit (16.3 miles from the Rockville exit). Circle under 1-270 and 
follow route 109 for 3.3 miles to Comus. Turn right at Comus onto route 95 for 2.5 
miles. Proceed straight across the paved intersection (Mountain Cross-Roads). 
Immediately on your left is a small lake. One-fourth mile beyond the intersection turn 
right onto mountain road through a gateway. Follow this for 4 miles. The first house 
on the right (k white columns) is the superintendent's house. Around the bend is the 
Strong residence. The parking lot is on the near or lower side of it. 

ABOUT STRONGHOLD 

Sugar Loaf Mountain (El. 1,283 Ft.) ranks with the Great Falls of the Potomac as 
one of the two outstanding scenic spots within a few miles of Washington. It has been 
designated by the Department of Interior as a natural landmark. First mapped in 1707 
and used as a lookout post by the Union Army in 1862, it is an historic as well as a 
scenic spot. The Bank of the United States acquired the mountain in the 1830s and sold 
it off as woodlots to surrounding farmers. During the first quarter of the 20th 
Century Mr. Gordon Strong gradually acquired the land which includes and surrounds 
Sugar Loaf Mountain. Here he built his home, Stronghold, and developed the gardens. 
President Franklin D. Roosevelt was a sometime visitor. To preserve the scenic beauty 
and yet make the mountain available to the public, Mr. Strong provided for the 
creation of Stronghold, Inc., and he left a small trust fund for its support. Among 
the projects now carried on by the corporation is the development of a blight 
resistent strain of the American chestnut so that the chestnut forest which covered 
the mountain until the 1920s may some day be restored. 

 
SOCIETY NEWS 

At the last meeting of the Board of Directors, May 12, three resolutions were 
passed. One instructed the Finance Committee to recommend a date to mark the beginning 
of each fiscal year. The by-laws do not deal with the subject, and in the past there 
has been no uniform date. The Finance Committee consists of William B. Cooke, 
chairman, Meredith F. Burrill, and N. Marshall Meyers. 
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A second resolution instructed the President to appoint a committee to review 
the constitution and by-laws, and if deemed desirable, to recommend revisions. 
Meredith F. Burrill, chairman, Richard L. Cameron, and Guy Guthridge have accepted 
appointment to this committee. 

The third resolution instructed the President to appoint a committee to consider 
the advisability of holding in Washington in the spring of 1977 a symposium or 
colloquy on Antarctic Resources and the Environment or on some other suitable topic. 
No funds would be available for travel. The committee consists of Gerald S. Schatz, 
chairman, Robert J. Allen, Richard L. Cameron, Kendall N. Houlton, and V. Timothy 
Hushen. The colloquy on Science Technology and Sovereignty in the Polar Regions held 
under Mr. Schatz's direction on December 1, 1973 was highly successful, the results 
having been published by D. C. Heath, Lexington Books, in 1974. The book, bearing the 
same name as the colloquy, was edited by Mr. Schatz. 

The present committee, if it is to be successful should have as much input from 
the membership as possible. Anyone having suggestions for suitable topics or qualified 
speakers or wishing to volunteer to participate should contact Gerald S. Schatz, 
National Academy of Sciences, 2101 Constitution Avenue, N. W. Washington, D. C. 20418. 

 
* * * * * * * * * *  

ELLSWORTH'S TRANSANTARCTIC FLIGHT FROM THE PERSPECTIVE OF ITS 
FORTIETH ANNIVERSARY1 

by  
Kenneth J. Bertrand 

Place the track of Ellsworth's Trans-Antarctic flight on a modern map and 
consider that it was made by two men in a single-engine plane of 600 horsepower, 
capable of a top speed of 230 miles per hour. With the tanks full, the plane 
supposedly had a range of 7,000 miles, an ample margin of safety. In the event of a 
crash landing enroute, if they survived, there was no alternative to an overland 
trek of up to 1,000 miles, and Ellsworth was 55 years old. 

In the context of the time, it was a daring but not a foolhardy undertaking. It 
was well planned and well executed. From today's vantage it may appear to have been 
merely a stunt, but no more so than a dash to either of the poles. The airplane was 
one of several devices that benefited from rapid technological development as a result 
of the urgent requirements of World War I. In the 1920s former military pilots, 
encouraged by airplane manufacturers, engaged in all kinds of flights to prove the 
practicality of the airplane. These included races, non-stop endurance flights, long 
distance flights, trans-continental and trans-oceanic flights, Polar explorers, too, 
turned to aircraft, first in the Arctic and then in the Antarctic. Most of them had 
also had Military flight training. 

One of these pioneers was Lincoln Ellsworth, no mere adventurer but a man 
well qualified for the task, a man who might have seemed impetuous but who planned 
carefully and who was tenacious in his efforts to achieve self-appointed goals. 
The son of a Chicago industrialist and public minded citizen, he became independ-
ently wealthy. The family had been prominent since colonial days in Connecticut. 
Lincoln Ellsworth was an outdoor man, a man of action. He was a surveyor and 
engineer who had attended Yale and Columbia Universities without completing work 
for a degree. He had been engaged in railroad building in Canada and gold mining 
in Alaska. He had been chief engineer for the construction of the city of Prince 
Rupert, had been involved in a hardwood timber study in Yucatan, and from 1913 to 
1916 had been a field assistant for the U. S. Biological Survey, working from 
California to Alaska. A physical fitness enthusiast he followed a daily routine 

l. This is an abstract or Dr. Bertrand's talk before the Society, March 30, 1976, 
as the 13th Annual Memorial Lecture. 
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of vigorous physical activity as long as he lived. 

In 1925 Ellsworth and Roald Amundsen had attempted to reach the North Pole in 
two Dornier-Wal flying boats from Kings Bay, Spitsbergen. In 1926 he, Amundsen and 
Nobile had flown over the North Pole on a flight from Spitzbergen to Alaska in the 
dirigible Norge. In 1930 he had been navigation expert and American Geographical 
Society observer on the Graf Zeppelin on a flight over the Siberian Arctic. 

In the meantime the airplane had reached Antarctica. In a matter of 14 months 
aircraft of four different expeditions were exploring Antarctica. A short 
reconnaissance flight about Deception Island by Sir Hubert Wilkins, November 6, 1928, 
was the first, and on December 20 Wilkins made his long flight from Deception Island 
down the east side of the Antarctic Peninsula to Hearst Island and Stefansson Strait, 
erroneously reporting that the peninsula was an archipelago. On January 15, 1929, 
Commander Richard E. 3yrd made his first flight from Little America, and on November 
29 he made the first flight to the South Pole. Also in that month Commander Finn 
Lutzow-Holm made several flights from the Norvegia in the vicinity of Bouvet Island. 
On December 21, 1929, Flight Lieutenant S. Cambell made a flight over MacRobertson 
Land from the Discovery of Mawson's BANZARE expedition. Wilkins was also back in the 
1929-30 season, flying from the William Scoresby. The landing gear of Wilkinsfs plane 
was equipped with wheels in 1928, but in 1929-30 the plane was mounted on pontoons. 
All of Byrd's flights were in planes equipped with skis. The Norwegians in the 1930s 
explored the coast from 15o W. to 85o E. Mawson explored the coast from 43° E. to 143° 
E. Both used small planes mounted on pontoons. They had to be launched from the ship 
for each flight. After making four flights to the east of Little America in 1929, 
3yrd was back in 1933 to further explore Marie Byrd Land. Such was the situtation 
when Ellsworth turned from the Arctic to Antarctica. 

Like so many before and since, Ellsworth was fascinated by the idea of exploring 
the unknown area between the ROSS Ice Shelf and the Weddell Sea. On the advice of 
Berent Balchen, who was to be his pilot, he discarded the idea of using a catapult 
ship to launch a seaplane for several flights inland. Having enlisted the aid of Sir 
Hubert Wilkins, he gave him responsibility for acquiring and fitting a ship, a 400-
ton Norwegian herring vessel, re-named the Wyatt Earp. 

Ultimately, the plan was for Ellsworth and Balchen to fly from Little America to 
the Weddell Sea and back in 1933-34, landing enroute to wait out bad weather and to 
determine geographical positions. For that reason the plane, the Polar Star, was a 
low wing monoplane whose wings, with a little scooping out of the snow, would rest on 
or below the surface, fairly secure from the wind. Moreover, it could land at 42 
miles per hour. The first attempt, however, was aborted when the plane was damaged as 
an ice floe on which it was resting in the Bay of Whales split, letting the plane 
fall into a crack. 

The second attempt vas made the following year from Deception Island, where 
the Wyatt Earp arrived on October 14, 1934. Delay caused by a broken connecting 
rod and bad weather forced Ellsworth to look for a new landing field with a snow 
surface. On December 2 they anchored off Snow Hill Island. Thwarted in earlier 
attempts, the last try at a trans-continental flight was made on January 3, 1935 
but after two hours and 28 minutes Balchen and Ellsworth were back at Snow Hill 
Island, much to the leader's chagrin. 

The third season Dundee Island was chosen as a base, and the plane was unloaded 
from the Wyatt Earp on October 18, 1935. This time the pilot was Herbert Hollick-
Kenyon, a British-born Canadian who had been a pilot in the Royal Air Force in World 
War I and who, as a pilot for Canadian Airways, had had considerable experience in 
the Arctic. The first attempt at the trans-Antarctic flight from Dundee Island was 
made on November 20, but it was ended one hour and U5 minutes after takeoff by a 
broken and leaking fuel gauge.
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On the second attempt, November 21, bad weather ahead over the Antarctic 
Peninsula forced Hollick-Kenyon to turn back short of 71° S., not long after they had 
sighted the Eternity Range and the three prominent peaks which Ellsworth named Faith, 
Hope, and Charity. They returned to Dundee Island after 10 hours and 27 minutes in the 
air, but not all was lost. The photographs which Ellsworth had taken later proved very 
helpful in solving the geographical puzzle in the area. 

Finally, November 23 at 4:20 a.m., local time (8:04 a.m. G.C.T.), the Polar Star 
took off on what was to be the successful trans-Antarctic flight. As in every previous 
attempt, Ellsworth had spent hours calculating and plotting on cross-section paper the 
altitude and azimuths of the sun for the presumed position of the plane at each hour 
at a constant speed of 150 miles per hour. At this speed the entire flight, non-stop, 
should take l4 hours. The plane was to have kept in constant radio contact with the 
ship, which was in command of Sir Hubert Wilkins. Unfortunately, shortly after 
reaching the English Coast, south of Alexander I Island, the plane's radio failed at 
16:16 G.C.T., eight hours and 11 minutes after takeoff, and contact was lost, never to 
be re-established. At 18:00 G.C.T., from an altitude of 10,000 feet the Sentinel Range 
was discovered toward the southwest. 

After 13 hours in the air, in spite of following the plan closely, they were 
uncertain of their position. Visibility was also getting poor, and at 21:55 G.C.T. 
they decided to land to ascertain their position. They remained here for 19 hours, at 
a point later determined to be 79° 15' S., 102° 35' W. Sextant observations were made 
every six hours, but, unknown to them, the index error-adjustment screw had worked 
loose, causing unsatisfactory results. 

On November 24 at 17:03 G.C.T. they took off, but they landed again in 30 
minutes due to rapidly thickening weather. They were grounded for three days while 
the weather continued unsettled. However, they took 30 careful sights of the sun's 
altitude, which was fortunate, for when the trouble with the sextant was finally 
discovered these reading proved critical in making corrections for the others. 

They took off again on November 27, but the weather forced a landing after only 50 
minutes. For three days they were confined to their tent by a blizzard, but in the 
meantime they discovered what was wrong with the sextant. Observations were taken 
which showed their position to be 79° 58’ S., 114° 15' W., more than 500 miles from 
Little America. 

On December 4, at 19:15 G.C.T., after much time spent in clearing snow that had 
drifted around and into the plane, they took off from Camp III. They decided on a 
fourth landing at 23:10 G.C.T. to check their position which proved to be 79o 29' S., 
153° 27' W., near the edge of the Ross Ice Shelf, about 150 miles from the Bay of 
Whales. They took off again the next morning, but after an hour's flight, during which 
they sighted the Ross Sea, they were forced down with empty fuel tanks. They made 
camp, secured the plane, and prepared to set out for Little America which ultimately 
proved to be 16 miles away, but they were uncertain of the direction and did not find 
Byrd's former base until December 15. 

While Ellsworth and Hollick Kenyoh proceeded to make themselves comfortable at 
Little America, the world was uncertain of their fate, and moves were on foot to 
search for them. Mrs. Ellsworth arranged for a plane to be flown to Magallanes, 
Chile, where it was taken on board the Wyatt Earp on December 22. After waiting at 
Dundee Island, Sir Hubert had moved the ship to Deception Island. Meanwhile, the 
Australian, New Zealand and British governments, working the the Discovery Commit- 
tee, had had the Discovery II diverted from its assignment and ordered to Melbourne 
where two planes were taken aboard. On January 15, Discovery II reached the Bay of 
Whales. On December 20 the Wyatt Earp arrived. Ellsworth left for Melbourne 
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aboard Discovery II. A week after its arrival the Wyatt Earp departed with the 
Polar Star on board. 

Ellsworth's flight, the only trans-Antarctic flight until 1956, covered 2,200 
miles in approximately 20 hours of flying time. It provided, for the first time, a 
view of a vast part of the interior. Hollick-Kenyon and Ellsworth had difficulty 
identifying features as they flew along the east side of the Antarctic Peninsula, 
for their map was based on Wilkins's concept of an archipelago. The remainder of the 
flight was over unknown territory. 

Geographically, the important results of the flight are embodied in the maps of 
W. L. G. Joerg and William Briesemeister. (Geogr. Review, Vol. 26, No. 3, July, 
1937, pp. 430-444, Plate III) The maps were constructed from Ellsworth's photographs 
taken with a 35 mm. Leica camera on the flight of November 21 and on the long 
flight. While Joerg was not able to apply a precise positions in terms of latitude 
and longitude, the features are in excellent position relative to one another. When 
later work made it possible to position the map properly, it proved to be remarkably 
accurate. (See also, Kenneth J. Bertrand, Americans in Antarctica, 1775-1948," Amer. 
Geog. Soc., Spec. publ. No. 39, 1971, 375-381, 302-385). It is regretable that 
Ellsworth did not use his camera on the flight of January 3, 1935 and on other short 
flights from Snow Hill Island and from Dundee Island, for much of the eastern side 
of the Antarctic Peninsula was then little known and poorly mapped. He could have 
helped to provide a reasonably good map 20 years before the large scale maps of the 
Falkland Islands Dependencies Survey appeared. 

Ellsworth also photographed George VI Sound as he crossed it, and Joerg 
has shown that he was aware of its existence. Although he was not using an 
aerial mapping camera, his 35 mm. photographs of the Sentinel Ranges show 
features which are identifiable on modern trimetrogon photographs. 

In connection with IGY there were many long flights. On December 20, 1955, four 
planes flew from Christchurch to McMurdo Sound, and between January 3 and l4, 1956, 
four planes of U. S. Navy Task Force 43 made nine long distance flights. Most 
notable was flight of January 13 and 14 of Commander William Hawkes in a 2PV Neptune 
patrol bomber from McMurdo Sound, via the South Pole, to the head of the Weddell Sea 
and return, a distance of 3,450 miles in 19 hours. All of these flights exceeded 
Ellsworth's trans-Antarctic flight for distance but not for his 1,200 miles over 
unexplored territory. Since 1956 long distance flights in Antarctica have become 
almost routine. As a result of these flights and overland traverses so much of the 
continent has been unveiled that Ellsworth's record for coverage of unexplored 
territory is likely to stand. 

There is not a great deal of material on the Ellsworth flight.  (See Bertrand, 
Op. Cit., pp. 393-394.) A recent book (Magnus L. Olsen, Saga of the White Horizon, 
Nautical Publishing Co., Ltd., Lymington, Hampshire, 1972, 199 pp.) will add little, 
if anything, to the story. The author was promoted to Second Mate before the ship 
left Montevideo in 1935 after he had been a crew member on the two earlier attempts 
from the Bay of Whales and from Snow Hill Island. Much of the account is pure 
fantasy. For example, on the voyage from Dunedin, New Zealand, to Deception Island 
in 1934, he tells of the ship having entered the Ross Sea and visiting the Bay of 
Whales. On Christmas Day they met a group of Russians out skiing, and they were 
entertained on their research ship. While proceeding eastward toward Deception 
Island they sighted from the Wyatt Earp such features as Mount Siple and Thurston 
Island which were not discovered until 1940 and then only from the air on a coast 
that is probably the most inaccessible in Antarctica. In fact, the ship proceeded 
much more directly from Dunedin to Deception, where it arrived on October l4. 
Christmas was spent at Snow Hill Island. 


