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Editorial 
 
Norman Clowes, one of our founder members, telephoned me in mid-November to ask me to inform you all 
that due to ill health he will not be renewing his membership next year.  I cannot let this pass without paying 
Norman the credit which is due to him. 
 
He renewed a schoolboy interest in stamp collecting whilst living in Liverpool in 1968 and it was not long 
before he started collecting air mail covers.  By the 1990s he had formed what I consider to be one of the 
finest, if not the finest, African air mail collections.  I once had the privilege of seeing it (or at least part of it) 
during a visit to his home in Cardiff and my goodness, it was staggering.  Of course, now it has been broken 
up and sold and many of us have some small parts of it. 
 
But Norman’s energy and enthusiasm helped him to form not only a wonderful collection of covers, but also 
an equally wonderful library.  It is to his eternal credit that he willingly shared his knowledge with his fellow 
collectors.  He provided many extremely detailed answers to my stream of questions and I still have a large 
file of his letters to which I refer occasionally.  He was a mainstay of the Gazette in the early days, 
contributing much information and excellent articles and, of course, he recently completed a detailed index. 
 
I am sure that you will all want to join me in wishing Norman well in the future. 
 
To turn to another subject, many of you may well have wondered why, a couple of months ago, you received 
in the post publicity material from “Club Imperial” with a covering letter saying it was sent to you because 
you are a member of the Imperial Airways Study Group.  I know some members were concerned to know how 
their addresses came into the hands of Neil Farley, secretary of “Club Imperial,” and that was certainly my 
first reaction.  Consequently, I contacted him immediately to express my concern in no uncertain terms and he 
explained that he had received a sheet with the names and addresses of 15 of our members, accompanied by a 
manuscript note saying only, “These members of the Imperial Airways Study Group might be interested in 
Club Imperial.”  The signature was not clear but appeared to read “Monty.”  He assumed that it had been sent 
by me!!  It certainly was not and I can assure you that I never have, nor will, give out members’ addresses to 
anyone without prior permission of the members concerned. 
 
I spoke to Stan Wheatcroft about it and he remembered that the names and addresses of members had been 
included in a Gazette some years ago (when the membership was 15) so it would appear that somebody had 
copied this and sent it to Neil Farley.  Given the sensitivity of this information, I appeal to all members not do 
this in the future.  However, on a brighter note, having heard that quite a few of the people who received the 
publicity material were impressed by it and had joined “Club Imperial,” I asked Neil Farley for some more 
copies.  Therefore, because our membership is now 26, fifteen of you will know what I am talking about and 
eleven of you will not, but the latter will find the publicity material enclosed with this copy of the Gazette! 
 
Once again I must thank those of you who have contributed to this edition of the Gazette.  I hope all members 
will find something of interest within.  You can hardly have missed Dick Saundry’s appeal for more material 
in the latest “Air Mail News” because it appeared in a box on quite a few pages, although I noted he says that 
he has five or six unpublished articles in reserve.  Well, he’s a lucky chap because I have absolutely nothing – 
not a single scrap!!  So at the moment, the June 2006 Gazette consists of 50 blank pages!!  Guess what I am 
going to say next?!  You got it!  Yes, PLEASE, PLEASE send me something, no matter how small.  Just 
think: 50 pages; 26 members = 2 pages each, with one having a rest!  EASY!!  One pleasing thing to note is 
that some new questions are included in this issue, together with one answer.  Please keep them coming. 
 
Finally, I wish you all a very Happy Christmas and a prosperous New Year. 
 

 

Annual subscription:  £10  (due 1st January 2006) 
 

Please make cheques payable to P.Wingent (address shown opposite) 

Mustn’t 
forget! 

I’ll send it 
right away! 
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Insufficiently prepaid airmail 

By Jeffrey Brown 

Postage dues are anything but straightforward, so it is with some diffidence that I write that the underlying 
assumptions used by Peter Wingent in his article in the June 2005 Gazette are wrong – sorry Peter! 

The UPU system required the dispatching country to convert its “First Letter Rate” into gold centimes, the 
notional currency used by the UPU for all financial transactions.  The receiving country then converted the 
gold centimes as marked on the letter into its own currency.  The UPU’s First Letter Rate between the wars 
was 25gc. 

As regards India, there was no single “conversion factor” from annas into gold centimes.  Its First Letter Rate 
was different for Empire countries (2as until December 1931, 2½ annas until December 1941, 3½ annas for 
the rest of the War) and non-Empire countries (3as until December 1931, then 3½ annas) and these 
equivalents were used whatever the postal item (letters, printed matter, postcards).  However, this issue is 
further confused by the fact that the British Post Office ignored the UPU system for Empire mail and 
calculated direct from shortfall to postage due. 

I have taken the liberty of asking Peter to include an article on Postage Dues that I wrote some time ago for 
India Post.  Any reader still confused by the above information might like to read it before continuing this 
article.    Turning now to Terry’s covers, as numbered in the June Gazette: 

Cover 1:  As Peter correctly comments, the cover was sent by surface mail because the sender had only 
prepaid 8 annas, whereas the air fee was 12 annas.  (Compare Cover 5). 

Cover 2.  Again as Peter correctly comments, the air fee payable was 8 annas, as an additional 2 annas was 
payable for airmail within India until July 1933.  The calculation is:  2a x 2   x   2d ÷ 2½as   =   3d. 

Cover 3:  Sadly, here Peter’s calculations work, but mine do not!  I believe they should have been: 

2as x 2   x   25gc ÷ 3½as   =   28.57 rounded to 29gc 

29gc   x   Fr1.50 ÷ 25gc   =   Fr1.74 rounded down to Fr1.70 
 
The interesting question is how, in the absence of a gold centime value applied by the Indian Post Office, did 
the French Post Office have any chance of calculating the amount due?  I reckon the Fr1 was a nominal 
charge. 
 
My cover below shows the same underpayment of 2 annas.  Note the marking T29cts and the postage due of 
Fr1.70. 
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Cover 4:  The air fee was paid in full, as the air fee ranked first.  The ordinary postage was underpaid by ½ 
anna.  It should have been carried by air. 
 
Cover 5:  I greatly liked this cover, with the attempted use of postal stationery stamps giving rise to an 
underpayment!  The calculation is:  2½as x 2   x   2d ÷ 2½as   =  4d. 

Cover 6:  Note again that there is no gold centimes marking.  The Indian calculation should have been 1½as x 
2   x   25gc ÷ 2½as   =  30gc.   

Peter tells me that the Tanganyika First Letter Rate was 20 cents.  Applying this rate to Terry’s cover and 
using my gold centimes calculation above, 30gc x 20c ÷ 25gc = 24 cents, presumably rounded up to 25 cents. 

My cover below, sent in January 1934, bore 8½ annas as against the required 10½ annas; the 40c (gold centimes) 
would have been applied and the 35 (cents) in Tanganyika.  The equivalent calculations are 2as x 2   x   25gc ÷ 
2½as   =  40gc   and    40gc x 20c ÷ 25gc = 32 cents, presumably rounded up to 35 cents. 

Incidentally, for those interested in East African philately, I am told that the Kenya & Uganda postage due 
stamps were only used in Tanganyika on a provisional basis between 1 July 1933 and the issue of its own 
postage dues on 1 May 1935. 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
One of the dangers in doing these sorts of calculations with small value underpayments (and exemplified by 
these two covers to East Africa) is that rounding differences come into play.  So, just to show that there is 
validity to the basis of calculation that I have set out above, I show on the next page a cover with a postage 
due marking of 914c (just visible next to the address.  The correct postage is 135½as (3½as ordinary postage 
plus 2 x 66as air fee) and the calculation of the gold centime charge is 64as x 2   x   25gc ÷ 3½as   =   914gc. 
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My final comment is a warning.  You will find covers that do not work (for example Terry’s Cover 3), simply 
because a complex system will always mean clerical errors.  This is particularly true of wartime covers where 
the rates were complex and subject to frequent change.  With any luck though, most will work for you! 
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POSTAGE DUES ON OVERSEAS MAILS FROM INDIA 
By Jeffrey Brown 

 
Any collector of covers sent abroad will eventually come across one with underpaid postage.  It may have 
postage due stamps applied by the receiving country, or a marking such as T57c, or both.  If my own experience 
is anything to go by, you will have spent many a fruitless hour trying to work out how the amount was 
calculated.  This article is intended to shed some light on the subject.  Because my interests are airmails, I have 
concentrated on mails to the United Kingdom in the years 1927 to 1945. 
 
Much of the information is drawn from British Postage Due Mail, 1914 - 1971 by Michael Furfie and anyone 
seeking further light would be well advised to acquire this book (obtainable from the author, 37 Town Tree 
Road, Ashford, Middlesex TW15 2PN for £6 post free in UK). 
 
Converting into Gold Centimes 
 
The UPU’s rule was that the country of origin (India) had to convert the deficiency into gold centimes (in this 
article, shown as “⊄”) and mark the item (eg) T57c where the T stands for Taxe.  The authorities in the country 
of destination then had to convert that figure into their own currency.  The basis of the conversion was to 
translate the local first letter rate (2½ annas for Empire mail and 3½ annas for other mail) into the standard UPU 
rate (25⊄).  The Taxe marking on Empire mail is therefore calculated by multiplying twice the deficiency by 25 
and dividing by 2½ (the same as multiplying by 20).  That for other countries is calculated by multiplying by 
100 and dividing by 7 as follows: 
 
Double the deficiency   x    25 gold centimes 
  First letter rate 
 
=   Deficiency   x   2 x 25⊄    =    Deficiency   x    100 
 3½as 7 
 
It should be noted that the factor does not change (in the above or any other calculation) whether the item is a 
letter, postcard or printed matter.  An example is the postcard listed in Table 1. 
 
Converting into Sterling 
 
Though, for the reasons given below these Taxe markings were not always used by the British Post Office, they 
will still be found on many letters from India. 
 
The UPU allowed groups of member countries to form smaller postal unions and to agree lower postage rates 
within those unions.  The United Kingdom, its Empire and Associated Countries formed such a Union, giving it 
the right to set the lower 2½ annas rate and to operate different rules for postage dues. 
 
The UK’s rules were that, for all mail taxed in the country of origin with a value in centimes, the postage due 
was calculated by converting this value at 1d to 10⊄.  Odd amounts of 1⊄ or 2⊄ were disregarded, amounts 
between 3⊄ and 7⊄ were converted to ½d and 8⊄ or 9⊄ to 1d.  For mail from Empire countries not bearing a 
value in centimes, the deficiency was doubled and then converted using the information in Form 114, which 
required the postage due to be calculated as follows: 
 

Double the deficiency   x   Sterling equivalent 
  First letter rate 
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India’s first letter rate and the sterling equivalent during this period were as follows: 
 
 First letter rate Sterling equivalent 
 
Until November 1931 2 annas 1½d 
December 1931 to November 1940 2½ annas 2d 
December 1940 to 1945 3½ annas 3d 

A question to be answered is why the sterling equivalent was not a one for one conversion of annas to pennies, 
when both equalled 10⊄ and were considered at the time to be equivalent.  The reason is that India’s first 
letter rate to non-Empire countries (3as rising to 3½as) had to be equated to the UK’s (2½d until 1 May 1940, 
increasing then to 3d).  The sterling equivalent of India’s Empire rate was therefore computed as follows: 

2as x 2½d/3as = 1.67 rounded to 1½d 
2½as x 2½d/3½as = 1.79 rounding to 2d 
3½as x 3d/3½as = 3d exactly 
 
The application of the P114 formula can be seen in Figures 1 to 4.  In Figure 1, the cover dated 21 OCT.30 has 
been franked with 8 annas, the correct rate for a ½ ounce letter, but a shortfall of 6 annas for the next ½ ounce 
stage.  The postage due calculation is therefore: 
 

6as x 2   x   1½d     =     6as x 1.5    =    9d (exactly) 
 2as 
 
Figure 2 shows a cover posted on 3 JUN.34 and franked 8½ annas. As with the last cover, this appears to be a 
cover weighing between ½ and 1 ounce, so the shortfall is also the second stage airmail fee of 6 annas. The 
postage due calculation is therefore: 
 

6as x 2   x      2d       =    6as x 1.6    =    9.6d (rounded to 9½d) 
  2½as 
 
Figure 3 shows a cover posted on 31 DEC.34, after the introduction of the Inclusive rate to UK (7½ annas for 
the 1st ½oz and 7 annas per subsequent ½oz).  This also weighed between ½ and 1 ounce, so the shortfall is 7 
annas. The postage due calculation is therefore: 
 

7as x 2   x       2d       =   7as x 1.6    =    11.2d (rounded to 11d) 
  2½as 
 
Figure 4 shows a cover posted in October 1938, after the introduction of the Empire Air Mail Scheme (2½ 
annas per ½oz).  This weighed between 1 and 1½ ounces, so the shortfall is 2½ annas. The postage due 
calculation is therefore: 
 

2½as x 2   x      2d       =    2½as x 1.6    =    4d (exactly) 
  2½as 
 
Wartime 
 
This basis of calculation appears to carry through to the markings on Wartime airmails.  I say “the markings” 
because, whilst I have seen numerous examples of underpaid mail from this period, I have seen very few covers 
sent to the UK where the postage due appears to have been collected.  Michael Furfie comments that he has 
“seen no evidence of any relaxation of the rule that surcharges could only be collected against postage due 
labels affixed to the items concerned.  There is anecdotal evidence that sympathetic postal workers declined to 
collect the high surcharges assessed on mail from Rhodesia during the UDI period and it is conceivable that 
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something similar happened during WW2.  I agree that properly taxed mail during and just after the war is very 
scarce, but I don’t know why”.  I suspect that this is a mystery that will not be resolved. 
 
In late 1940 (probably from the beginning of December), India increased its ordinary postage (first letter rate) to 
Empire countries to 3½ annas, bringing the rate into line with that for all other countries.  Taxe markings on 
mail after that date were therefore calculated using the 100/7 factor. 
 
In Table 1 below, I have shown details of all the Wartime covers in my collection and those where I have 
photocopies.  Of the sixteen items, only the first fails to convert, which is confirmation that the formula is 
correct. 
 
In Table 2 below, I have set out the postage due on each half anna underpayment for the period under 
discussion.  It is of course possible to use the table to convert the Taxe marking or UK postage due into annas 
and thereby work out the deficiency and the correct postage. 
 
I should be very pleased to hear from anyone with postage due covers in their collection, both those who find 
that my formulae work and those that do not.  I would particularly like to see copies of any high value 
Wartime covers where the postage due has been collected. 
 
Acknowledgements: 
 

British postage Due Mail, 1914 - 1971 by Michael Furfie 
Postage Due on India-UK Mail 1927-1942 by John Rawlins (Postal History No 274, June 1995) 
The Development of Postage Due Systems (Part 2) by A E Orchard  
First in the World - John Buchan tells the story of French Postage Due stamps - Part 2 (Gibbons Stamp 
Monthly, November 1996) 
Mike Cawlins, Ian McQueen, John Rawlins, Max Smith and Ronny Vogt for photocopies of covers in their 
collections 
 
Table 1: Covers with postage due markings 

Date 
 

Destination Franked Correct 
postage 

 

Under 
paid 

x 100/7 Postage 
due 

Collected 

8.2.40 USA 27as 39½as 12½as 178.57⊄ 114⊄ 23c 
21.8.40 USA 69as 181½as 112½as 1607.14⊄ 1607⊄  
21.3.41 Canada 48as 51½as 3½as 50.00⊄ 50⊄  
8.4.41 UK 71½as 135½as 64as 914.29⊄ 914⊄  
22.5.41 USA 14as 43½as 29½as 421.43⊄ 421⊄  
9.6.41 UK 49½as 55½as 6as 85.71⊄ 86⊄  
10.6.41 USA  43½as 47½as 4as 57.14⊄ 57⊄ 12c 
16.6.41 UK (Fig 5) 53as 55½as 2½as 35.71⊄ 36⊄  
17.6.41 UK 

(postcard) 
16¾as 18as 1¼as 17.85⊄ 18⊄  

1.8.41 UK 50as 55½as 5½as 78.57⊄ 79⊄  
5.12.41 USA 43½as 47½as 4as 57.14⊄ 57⊄  
2.42 UK 1¼as 3½as 2¼as 32.24⊄ 32⊄ 4d 
7.3.42 Eire 52as 55½as 3½as 50.00⊄ 50⊄ 5d 
13.6.42 UK 8as 14as 6as 85.71⊄ 86⊄ 10½d 
5.3.44 UK 49½as 55½as 6as 85.71⊄ 86⊄  
11.4.45 UK 8as 14as 6as 85.71⊄ 86⊄  
? UK 14as 28as 14as 200.00⊄ 200⊄  
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Table 2: Calculations of Postage Due on mail to UK 

Under 
paid 

1927-31 
(x 1.5) 

1931-40 
(x 1.6) 

1940-46 
Due in ⊄  
(x 100/7) 

1940-46 
Due in sterling 

(x 12/7) 
¼a 0.38 ½d 0.40 ½d 3.57 4⊄ 0.43 ½d 
½a 0.75 1d 0.80 1d 7.14 7⊄ 0.86 1d 
1a 1.50 1½d 1.60 1½d 14.29 14⊄ 1.71 1½d 
1½as 2.25 2½d 2.40 2½d 21.43 21⊄ 2.57 2½d 
2as 3.00 3d 3.20 3d 28.57 29⊄ 3.43 3½d 
2½as 3.75 4d 4.00 4d 35.71 36⊄ 4.29 4½d 
3as 4.50 4½d 4.80 5d 42.86 43⊄ 5.14 5d 
3½as 5.25 5½d 5.60 5½d 50.00 50⊄ 6.00 6d 
4as 6.00 6d 6.40 6½d 57.14 57⊄ 6.86 7d 
4½as 6.75 7d 7.20 7d 64.29 64⊄ 7.71 7½d 
5as 7.50 7½d 8.00 8d 71.43 71⊄ 8.57 8½d 
5½as 8.25 8½d 8.80 9d 78.57 79⊄ 9.43 9½d 
6as 9.00 9d 9.60 9½d 85.71 86⊄ 10.29 10½d 
6½as 9.75 10d 10.40 10½d 92.86 93⊄ 11.14 11d 
7as 10.50 10½d 11.20 11d 100.00 100⊄ 12.00 1/-d 
7½as 11.25 11½d 12.00 1/-d 107.14 107⊄ 12.86 1/1d 
8as 12.00 1/-d 12.80 1/1d 114.29 114⊄ 13.71 1/2d 
8½as 12.75 1/1d 13.60 1/1½d 121.42 121⊄ 14.57 1/2½d  
9as 13.50 1/1½d 14.40 1/2½d 128.57 129⊄ 15.43 1/3½d  
9½as 14.25 1/2½d 15.20 1/3d 135.71 136⊄ 16.29 1/4½d  
10as 15.00 1/3d 16.00 1/4d 142.86 143⊄ 17.14 1/5d 
Notes: 
1 The precise calculations have been given to facilitate the conversion of larger underpayments. 
2 The centimes markings on all covers to UK and all Empire countries between 1927 and 1940 

will be at the rate of 10⊄ per anna (on twice the deficiency). 
3 The centimes markings to other countries for the entire period 1927-46 will be the same as those 

for 1940-46 in the table above. 
 
 

 
Response by Peter Wingent 

 
Just a brief response by me to Jeff’s assertion that my “underlying assumptions” are incorrect.  To calculate 
the deficiencies on covers I followed the method prescribed by the British Post Office laid down in “Rules for 
Offices of Exchange, 1932,” which was the P.O. “Bible.”  For those interested enough, the method of raising a 
surcharge was clearly prescribed in Rules 176 to 178 which I quoted fully on page 7 of the December 2005 
Gazette.  Although based on the fact that the U.K. foreign letter first rate was 2½d.: equal to 25 gold centimes 
in the U.K., the British Post Office did not use a calculation involving the figure of 25 g.c.  Instead they used 
an equivalent of 1d. = 10 g.c. and in order to double the deficiency, told their clerks to multiply the deficiency 
by 20, which seems a simpler calculation than Jeff’s and therefore one which was less liable to clerical errors. 
 
Thus I totally agree with Jeff that the basis of the U.P.U. system was to convert a country’s first letter rate into 
gold centimes, but the British Post Office used a different and simpler method to arrive at a figure giving the 
deficiency, viz., the deficiency in pence x 20 equals double the deficiency in gold centimes.  I assumed all 
countries would have employed a similar method and no doubt Australia and South Africa, whose currencies 
were in pounds, shillings and pence did so.  What would be interesting to see would be the Indian Post Office 
equivalent of the British “Rules for Offices of Exchange” prescribing their method for the calculation. 
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The DLH Athens-Berlin Service 1932-1939 
Some examples of Indian Mail 

By Jeffrey Brown 

The India Post & Telegraph Guide for April 1934 was the first to offer DLH’s Athens-Berlin Service, though 
it had probably been notified in an earlier Postal Notice.  The entry read: 

There is an air service from Greece to Germany.  Aeroplanes leave Athens at 7 hours on Wednesday and 
reach Berlin at 16 hours the same day via Salonika, Sofia, Belgrade, Budapest and Vienna.  Under the present 
time-table the aeroplanes of the Australia-England service arrive at Athens on Wednesday and Saturday 
afternoon and do not at present maintain connection with the aeroplane of the Greek-German air mail 
service.  Air mail articles from India to [Bulgaria, Yugoslavia, Hungary, Austria, Czechoslovakia, Germany, 
Danzig, Lithuania, Lettonia, Estonia, Russia, Holland, Denmark, Finland, Norway and Sweden], superscribed 
“India-Greece-Germany” are accepted for despatch by the combined air mail service under the conditions 
applicable to air mail correspondence for Australia-England air mail when there is a connection at Athens.  
The air fees from India on such correspondence are: 
For a postcard 5as including postage 
For a letter or packet 8as per ½oz in addition to postage 

The above fees which must be prepaid in full apply to air mail correspondence from any air station on the 
Indian internal air mail services. 

 
My first cover pre-dates the Postal Notice, showing that the service was available beforehand.  The sender has 
added the correct superscription, but failed to pay the extra 2 annas.  The underpayment has given rise to a 
postage due charge of 29 gold centimes (2as x 2   x   25gc ÷ 3½as   =   28.57 rounded up) and there is a nice 
German marking Nachgebühr (meaning surcharge or excess postage). 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Cover 1:  Postmarked Calcutta 13 OCT.33, Athens 21.X.33 and Leipzig 23.10.33 
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Cover 2 is not pretty but is relatively rare in bearing both the correct superscription and postage rate (3½as 
ordinary postage, 8as air fee and 3as registration), though the superscription looks as if it might have been 
added by a Post Office clerk. 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Cover 2:  Postmarked Karachi 7 NOV.33, Athens 11.XI.33 and Frankfurt (Main) 14.11.33 
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Cover 3 is also correctly superscribed and stamped and is a double rate cover (3½as ordinary postage, 2 x 8as 
air fee and 3as registration).  It also bears a Greek marking Π Ε Ν (National Currency Protection).  A major 
economic crisis in Greece led to their government intercepting mails transferred at Athens and inspecting 
about 5% for currency violation. 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Cover 3:  Postmarked Madras 7 JUN.37, Athens 13.VI.37 and Wien 14.VI.37 
 
 

Finally, Cover 4 is interesting because it was posted after the outbreak of War, yet bears the pre-War rate of 
3½as ordinary postage plus 8as air fee for use of the combined service.  The wartime air fee was increased to 
18as.  With no transit or arrival marks, it is unclear whether it was flown by DLH. 

 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 

Cover 4:  Postmarked Barnagore 4 SEP.39 on reverse with stamps to value of 13½ as. 
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Opening of the Imperial Airways Cairo ~ Karachi Service, 1926 ~ 1927 

 

By Ed Wolf 
 
This paper aims to clarify a number of matters in relation to the opening of the Imperial Airways Egypt - India 
service in 1927.  From a philatelic point of view at least the tale has not been fully told before.  It clears up a 
number of “mysteries” left open in Peter Wingent’s excellent “Aircraft Movements on IA. Eastern Route” 
book and Alex Newall's “British External Airmails.”  Particular care has been taken to mention as many 
people, places and dates as possible (together with their sources). 
  
The first international flight by Imperial Airways can be easily summarized.  On December 18th 1926 a 
Hercules DH 66 aircraft on a survey flight left Croydon airport England and on January 6th 1927 a DH 66 
aircraft arrived at Karachi.  Those plain facts cover a story that is quite complicated.  In the first place there 
are a number of aircraft involved rather than just one. Secondly a number of important personalities appear in 
the story and lastly politics also had a large part to play. This is an attempt to “unravel” the sequence of events 
to clarify the situation. 
 
At issue for Imperial Airways, was the commencement of the Egypt – India airmail service by taking over the 
RAF Cairo-Baghdad airmail route and extending the service along the Persian coast on to Karachi. The 
current British Secretary of State for Air, Sir Samuel Hoare, was keen to promote the airmail service and 
decided to demonstrate his faith in this new venture by flying out to India on the inaugural flight accompanied 
by his wife and a retinue of staff.  The de Havilland DH-66 Hercules, specifically designed to withstand the 
rigours of the flight to India, was making its maiden flight.  Two additional DH-66s were being ferried out to 
Iraq for placement on the regular service to India.  The fly in the ointment was the Persian government which 
itself was in a state of flux and its intransigence to accept the concept that British aircraft would regularly 
invade its airspace. 
 
Imperial beginnings 
Ever since the formation of Imperial Airways in March 1924 through the amalgamation of the smaller British 
airlines Handley Page Transport, Daimler Airways, Instone Airlines and the British Marine Air Navigation 
Company, the focus had been on the provision of an air service to India.  To understand the environment and 
to aid planning, Alan Cobham had flown Sefton Brancker, Director General of Civil Aviation, along the 
proposed route in February 1925.  A memo1 dated 13 Aug. 1925 from the Air Ministry to the Under Secretary 
of State India Office, mentions the requirement for W/T (Wireless Telegraphy - a means of communicating by 
Morse code rather than speech) and Airports and refers to a further proposed visit by Air Vice Marshall 
Brancker soon in anticipation of the opening up of the route.   
 
Two letters of agreement between Hoare, for the Air Ministry, and Geddes for Imperial Airways, dated 19th 
and 23rd of November 1925 talk of a weekly Cairo - Basra and a fortnightly Basra - Karachi service.  Water 
supplies and W/T instead of radio were again discussed in April 1926 but by then a distraction in the form of 
the Airship proposals slowed down the impetus for Imperial Airways.  Another distraction was the change of 
political influence in Persia itself where the Qajar dynasty, which had been in power since 1795, was 
overthrown by a military coup led by Reza Khan.  By April 1926 Khan was crowned Reza Shah Pahlavi by 
the elected parliament, the “Majlis”, dominated by his own men. 
 
Indian Office Memos 
It is in April 1926 also, that the Air Ministry agreed to use the same airport for both the airship and the aircraft 
facilities and by 20th July 1926 the contract documentation was completed for the construction of a huge 140’ 
x 85’ x 70’ high hangar to house the airship at Karachi.  Imperial made the decision on October 22 1926 to 
stop at Basra for the present and to extend to Karachi by April 1927 thus anticipating delays. 
 

                                                
1 India Office file L/E/9/30 
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A further series of memos2 provide the chronology of events in more detail.  By December 13 1926 the 
Viceroy‘s office in India, using the telegraphic code word “Clive,” informed the British authorities of the 
unstable Persian government and recommended the use of the Indo-European Telegraph department’s stations 
at Bushire, Bandar Abbas and Jask as landing grounds pending receipt from the Persians of permission to fly 
over their territory. The telegraph stations, which had been established to aid British shipping in the late 
1800’s, had been used for other nefarious purposes in the past. They were the British “eyes” into the Persians 
affairs. Though small outposts, they served an important role. The dedicated telegraph staff additionally 
performed the role of Vice-Consul, political agent and now airport controllers.    
 
By December 16 1926, the new Shah of Persia finally permitted the Hoare party to proceed as an ordinary 
flight, i.e. not as an inauguration of a new air route. The Persians claim that the “Majlis” would have to ratify 
the air convention before the new route could be opened. This diplomatic line of argument was not exhausted 
until 1929. 
 
Persian background 
An agreement had been almost completed before the outbreak of a Persian civil revolt put the unruly “Majlis” 
faction in charge. This faction favoured Persia for the Persians in all aspects.  A contract with the German 
Junkers company to fly mail to Europe from Persia was in place and these British approaches created a 
diplomatic nuisance.  Britain lost its diplomatic control over Persia under the new Shah.  The Majlis had been 
heavily influenced by the Germans before the first World War and were still leaning in that direction in 
commercial matters.  The French and the Germans were considered the power brokers by the Persians.  
 
To smooth the way for both Imperial Airways and Sir Samuel Hoare, Sir Sefton Brancker, the current Director 
of Civil Aviation Air, deemed it necessary to personally present the British case to the Persian Government. 
Sefton Brancker would need all his diplomatic charm to effect a change in circumstances. 
 
Brancker biography 
Brancker, making sure that he was involved in all things aeronautic, had risen from the position of Captain in 
the Indian Army to Air Vice Marshall in charge of the Civil Aviation aspects of the Air Ministry.  He was a 
very enthusiastic advocate of British aviation and airmail in particular.  He was present at all the major events, 
his monocle making him the stand-out figure, but his enthusiasm was ultimately to cause his death as a 
passenger aboard Britain’s Airship R-101 when, on its maiden flight to India in 1931, it crashed at Beauvois, 
France.  To proceed to Teheran, Brancker joined the delivery flight of the Imperial Airways especially created 
“Hercules” class aircraft. 
 
DH-66 Hercules G-EBMW 
G-EBMW, the prototype of the DH-66 Hercules series had first flown on September 30 1926.  It then 
underwent trial evaluations before being accepted by Imperial Airways from de Havilland’s on December 8 
19263 when it entered the Civil register.  
 
On its first paying Paris-bound flight the following day, under the command of Captain Franklyn Barnard, it 
turned back to Lympne for some unknown rectification before recommencing the flight with a forced landing 
at Beauvais due to fog where Sefton Brancker, one of the passengers, got out to catch the train to Paris rather 
than wait4.  The aircraft returned to Croydon the following day.5 
 
When on December 16 the Shah permitted the flight through Persia, the prototype aircraft was readied to take 
off on the morning of December 18 for its designed task. 
 
On the night of December 17 1926, Sefton Brancker slept at the Airport Hotel at Croydon Aerodrome in 
readiness for an early morning start.6  The aircraft left at 7.45 a.m. on December 18, 1926 for the Egypt - India 
service due to commence on January 12 1927. 

                                                
2 India Office file L/E/9/41 
3 Jackson A.J. British Civil Aircraft since 1919, Vol. 2 Putnam London 1973 p.419 states the date as 

 December 18 this is incorrect and has been confirmed by his son in 2004.  
4 The Times, December 11, 1926 
5 Sanford Kendall Air Crash Mail of Imperial Airways and Predecessor Airlines Stuart Rossiter Fund, 2003 
6 MacMillan Norman, Sefton Brancker, Wm Heinemann, London 1935 p.337 
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It was flown by Captain Charles Francis Wolley Dod with Mr. H. Warner as second pilot.  In the cabin were 
Sir Sefton Brancker, Air Commodore James G. Weir of the RAF Reserve, Mrs. James Weir and Captain 
T.A.Gladstone, the latter on board to commence operations on the Cairo - Kisumu leg of the experimental 
East African Air Mail service7. 
 
Captain Gladstone is said to have carried 8 letters from Croydon8 that were ultimately postmarked in Nairobi. 
He flew a service in February 1927 between Khartoum and Kisumu so that the only mail connection with 
London and Cairo was the fact that he carried them there on the delivery flight.  Whilst the cachet on these 
covers correctly reads “Carried by the Airline between/Khartoum and Kisumu, Kenya Colony” and is signed 
by the pilot Gladstone, the philatelic trade refers to these as “London to Cairo flight covers” which is 
stretching credulity a little.  Certainly these unofficial unstamped airmail letters have little if anything to do 
with the Cairo - Karachi service. They were verified as having been carried by none other than Air 
Commodore Weir, his fellow passenger! 
 

 
 

 
 

Photo taken on the morning of December 18 1926 by the Major Richards, Chief Aerodrome Officer, 
Croydon showing from l.t.r   Air Commodore Weir, Mrs. Weir, Gladstone, Brancker and Dod –no 
sign of Warner!  (Penrose9 states that Warner was the third pilot on board the second aircraft.) 

 
 

Sefton's own notes tell the story of the rest of this journey to Cairo’s Heliopolis airfield.  Soon after take-off 
the Director General of Civil Aviation was airsick but as the weather improved so did his condition.  The 
plane stopped the first night at Lyons [18th December] and for the second [19th December] at Marignane near 
Marseilles.  Then along the Cote d'Azur with a refueling halt at Pisa, over Rome to Naples aerodrome [20th 
December] where two more passengers joined us. 
 
Next morning December 21st, we set out for the island of Malta.  Heavy rain stripped the fabric covering off 
one of the propellers.  At one stage the plane dropped 400 feet before recovering.  Visibility improved near 
Sicily, after 4 hours we landed at Catania (on Sicily) as the contrary headwinds had slowed progress due to a 
gale.  Stayed overnight [21st December].  Had an easy trip to Malta on December 22 and were joined by the 
second Hercules, which had come from Naples in good weather. 
 

                                                
7 Macmillan states Warner was copilot. A photograph taken just before take-off does not have Warner in it! 
8 Newall Alexander British External airmails until 1934 Christie’s Robson Lowe, London 1996 
9 Penrose Harald British Aviation, Putnam, London 1973 
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DH-66 Hercules G-EBMY 
The second aircraft to be delivered for the Cairo – Karachi service, the newly built DH-66 Hercules G-
EBMY, received its certificate of airworthiness (C. of A.) from the Air Ministry on December 17th 192610 and 
took off for Cairo on December 20 1926. 
 
This was to be a positioning ferry flight for both the aircraft and the crew comprising Captain W.R.C. 
Hinchcliffe and Dudley Travers as second pilot and passengers.  No mail is known from aboard this aircraft. 
 
On December 23, both machines (“MW” and “MY”) left for Homs (250m) and Benghazi (another 270m) 
where they were entertained at both places by the Italian authorities.  At this stage there were 19 persons in 
total on the two flights.  Both craft, on December 24, set out for Cairo (from Benghazi) reaching the half way 
point Sollum, Brancker's aircraft [G-EBMW] burst a tyre and thus although starting off earlier, the second 
aircraft [G-EBMY] reached Cairo first.  Brancker and company still reached Cairo in the evening of 
Christmas Eve.  
 
With both machines safely settled at Cairo, Christmas and Boxing Day were celebrated amongst old friends, 
whilst the aircraft were given the once over.  
 
 Meanwhile in London, the third DH-66 with the official Hoare party was about to depart on its journey to 
India.  Captain Dod, in preparation for his taking over the rest of the Hoare journey from Barnard, moved to 
Alexandria before the New Year. 
 
Hoare Flight G-EBMX 
The Secretary of State for Air, Sir Samuel Hoare, and his wife Lady Maude, left for Delhi in G-EBMX on 
December 27th.  He had with him Christopher Bullock private secretary, Sir Geoffrey Salmond to take 
command of the Air Force in India, Woods Humphery, Managing Director of Imperial, an Official 
photographer, pilot Franklyn L. Barnard, Sq. Ldr. E.L. Johnson navigator, W/Operator Hatchett and an 
engineer from the Bristol Jupiter company  
 
As a “tour of inspection”, the aircraft carried no official mail but the Air Ministry had arranged for 15 letters 
with its circular cachet.  At least two were addressed as shown to Edward Villiers forwarded on from Delhi by 
surface mail to Calcutta. 
 
A separate letter from the King to the Viceroy was also hand carried by Samuel Hoare. 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Cancelled on arrival at Delhi on 11 Jan 1927 

                                                
10 Jackson A.J. British Civil Aircraft since 1919, Vol. 2 Putnam London 1973 p.419. 
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A leisurely staged trip for the Hoare party followed.  Each leg was intended to be about 300 miles with the 
object of completing two stages a day.  By a happy coincidence, we and the machine needed luncheon and 
rest at the same time according to Hoare.  Day 1‘s target was Marseilles with a lunch stop at Dijon.  Despite 
rough weather this was achieved.  Day 2 was to be Naples with a lunch stop at Pisa, again no problems.  Day 
3 had Malta in mind via Catania Sicily as the lunch stop then an inspection and talks in Malta.  Day 4 was 
across the Mediterranean to Khoms in Tripoli where again a lunch reception awaited them.  Then on the same 
day on to Benghazi Cyrenaica, where the party arrived ahead of the reception committee.  For the fifth day of 
the journey the destination was first Sollum in Libya with a detour to Cyrene which was viewed from the air, 
and then they were escorted by Bristol fighters to Alexandria’s Aboukir airport, where the crew was to change 
over.  It was New Year’s Eve. 

 
Basra Staging flight G-EBMY 
On the same day that Hoare had started his journey, December 27th, through a change of plans at Cairo, G-
EBMY flown by Captain Warner set out with Sefton Brancker for Baghdad landing at Gaza for breakfast.  
The party stopped overnight at Ramleh in Palestine and saw Lord Plumer, the British High Commissioner in 
Jerusalem. On December 28 they flew to Rutbah Wells where they dined in overcoats at night and reached 
Baghdad on December 29 after an easy flight.  The aircraft flew onto Basra where it arrived the following day. 
In this informal way the trial flight to Basra by Imperial Airways reached its current Easterly end point. 
 
1 January 1927 Summary 
For the sake of accuracy on the first day of 1927 the three DH-66 aircraft can thus be placed as follows:- 

G-EBMX with Dod at Alexandria on his way to India as Hoare’s pilot. 
G-EBMY with Warner at Basra the end of the road for the present 
G-EBMW waiting for Barnard at Cairo  to start the service to Basra. 

 
Persian negotiations 
It had been arranged for Sefton to wait at Baghdad for Hoare but as difficulties had arisen with the Persian 
government, Sefton decided to proceed to Teheran at once and follow on to India later.  He travelled by motor 
car from Baghdad to Teheran which took three days through several passes one about 9500 feet bitterly cold. 
 
At Teheran all his diplomatic skills were called on to extract some concessions from the Persians.  Whilst 
Imperial Airways had thought that the through-flight requirements would be granted as a matter of course, the 
German Junkers company, which already held the rights to operate in Persia, applied considerable pressure. 
The potential of a military flight in Persian territory was now an issue where eight years earlier it had been 
readily accepted.  There was an insistence that only civilian aircraft would be considered and the Persians 
insisted on the removal of the idea of the Hoare flight being the inaugural Imperial Airways flight. 
 
By January 2 1927, using diplomatic niceties, the Persians were prepared to allow the senior politician to 
travel to and from India along the Persian Gulf but they raised considerable objections to any future flights 
along the same route.  Brancker was forced to accept the stalemate as he had no means to affect the outcome. 
He did manage to save face for Britain by getting Hoare’s pending flight approved and even this on the basis 
that there were only civilians on board the aircraft and not air force personnel.  Communications between 
Teheran and Baghdad had to be established to send the message outlining the conditions agreed on to 
Baghdad where Hoare was due on January 2 while the talks were in progress.  Negotiations were not 
completed until approximately January 11 1927.   
 
Hoare’s flight from Cairo 
On January 1 1927, Hoare piloted by Wolley Dod, left Alexandria at midday after a farewell luncheon for 
Captain Barnard.  The schedule was to travel only 350 miles to Amman in Transjordania.  A refuel stop was 
taken at Gaza and then on they went to Ziza landing ground fifteen miles from Amman.  It was January 2 by 
the time that Hoare and his party reached Baghdad late in the afternoon where, fortuitously, Brancker’s cable 
allowing them to proceed had arrived.  At Baghdad, the dinner was attended by King Feisal. 
 
The next day Wolley Dod in G-EBMX carrying the ministerial party, had proceeded from Baghdad to Basra’s 
Shabbat military airport on January 3 and was now about to enter the Persian Gulf coast following the 
telegraphic receipt of permission to fly over Persian territory.  The stipulation regarding civilians required that 
Sir Geoffrey Salmond had to don “mufti” instead of his Air Marshal’s tunic for the Persian Gulf leg of the 
flight.  In the afternoon they flew to Bushire for an overnight stay. 
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The next morning, January 4, the minister’s party, saw off the aviators Stack and Leete who were flying their 
Moths to India before going in that direction themselves. They stopped at Lingeh for lunch with the Vice-
Consul and Jask for the evening stop.  A sandstorm prevented the party from reaching even the half way point 
of Pasni on the following day on their way to Karachi.  They had left Jask but returned there for safety to wait 
out the storm.  
 
Early next morning, the storm having abated, Hoare set out via Pasni for Karachi where they were due to 
arrive at 5.25 pm on January 6th and did so. 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Hoare and party in G-EBMX  on arrival at Karachi on January 6 1927 
 
An additional 27 mail items were taken on board at Karachi (according to Newall11).  These covers displayed 
a diagonally applied purple one line rubber cachet “By the D.H. “City of Delhi”, were cancelled at the 
Viceroys’ Camp 10 Jan 1927 7 – P.M. and had a 9 line boxed black lettered cachet describing their origin with 
the type name of the aircraft recorded as “Hurcules” and a correction to the spelling of Samuel.  Most likely 
the covers were not stamped when delivered at Karachi, receiving their cancellation only after the naming 
ceremony.  
 
Although these letters are not specifically mentioned in Hoare’s memoirs, he did acknowledge receiving a 
letter addressed to him as “Sir Samuel Hoare, Aeronaut of Renown” from an Indian collector of air stamps in 
India.  (Probably Stephen Smith!) 
 

 
 
 
 
 
 
 
 
 
 
 
 

 
As the aircraft was not named until January 10, the cachet must have been applied at the time of postal 
cancellation rather than at the beginning of the journey. 

                                                
11 Newall Alexander Op cit. p.81 
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Jodhpur was the overnight stop on the 7th and the aircraft proceeded on to Delhi by January 8 1927.  The 
Viceroy of India’s wife, Lady Irwin, named G-EBMX as “City of Delhi” on January 10.  
 
This was the first Imperial Airways aircraft  (under private charter) to fly to Delhi from U.K.   

 
The Imperial Airways saga 
We will return to Hoare in a while but must now retrace the story from the other aircraft’s perspective, having 
left Warner at Basra with “MY” and Barnard at Cairo with “MW”. 
 
A press notice produced in London on January 3 talked about the fortnightly service Cairo - Baghdad to be 
extended to Basra.  From there a fast Saturday mail steamer due in Karachi on the second Thursday would 
mean a duration of 14 days from London to Karachi. 
 
The Times of Saturday January 8 1927 reported 
“Friday January 7 1st mail from Basra to Cairo in a DH66 “City of Baghdad” pilot captain Warner carrying 
one passenger and about 1000 urgent letters. The mails were brought from India by fast steamer to Basra. 
The first Eastbound is expected to leave Cairo Wednesday 12th” 

 
The first Basra flown mail arrived in London on January 15 only 8 days later.  A vast improvement on the 
previous service as Basra had not been part of the RAF service. 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Cancelled at Karachi on Jan 1 1927. Note the boxed cachet was applied from the outset of the service contrary to 
some authorities! Surface mail to Basra, then by air to Cairo and by surface again to London and local delivery. 

 
At this stage there was still some uncertainty as to when the actual service to India would commence.  All 
concerned believing it to be imminent. 
 
The first service from Cairo left on “MW” with Captain Barnard on January 12 as predicted by the The Times 
article terminating at Basra.  This flight definitely carried mail both local and received from England.  Sefton 
Brancker managed to join this flight at Baghdad as recorded in his own description of the events. 
 
"My mission completed I returned to Baghdad on January 14 and the next day flew on to Basra in the 
Imperial Airways' scheduled service. "  
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"From Basra I had an uneventful journey to Karachi by boat in 4½ days and 4 nights." 
"From Karachi I flew to Delhi with a halt at Jodhpur.  At Delhi I had a good deal of work to do, and was just 
about through it when Sir Samuel Hoare and his party returned from touring the NW frontier."  Brancker’s 
Karachi – Delhi flight must have been arranged through the RAF as there was no civil airline service 
operating at that time. 
 
Thereafter the service ran on a regular fortnightly basis between Cairo and Basra.  Because there were only 
two aircraft on the service at this time (as MX was assigned to Hoare and was in India), we can actually 
determine which aircraft was where as is depicted in the following table. 
 
Cairo     Basra     Cairo 
Depart (D)    A/D     Arrive (A) 
     7/1/27                    MY  9/1/27 
12/1/27          MW           14/1/27 
     21/1/27                   MW  23/1.27  
26/1/27       MY       28/1/27 
     4/2/27                    MY  6/2/27 
9/2/27        MW       11/2/27 
     18/2/27                   MW  20/2/27 
23/2/27       MY       25/2/27 
     4/3/27          MY      6/3/27 
 
Two more aircraft had been completed by de Havilland, G-EBMZ receiving its C. of A. on February 21 1927 
and G-EBNA on March 7.  If “MZ” had left the UK on the day of its registration it would have arrived at 
Cairo by Feb 28 at the earliest.  It may well have been ready for the March 9 service from Cairo.  We have no 
record at this stage as to which aircraft flew that service.  It may have been either “MW” or the new ” MZ”. 
 
9/3/27  MW/MZ?       11/3/27   
     18/3/27    MW/MZ?     20/3/27 
 
Similarly the earliest arrival of “NA” at Cairo would have been March 14 so that the first use of “NA” could 
not have been until March 23 service. 
 
 
23/3/27    MY/NA?  25/2/27 
     1/4/27              MY/NA?     3/4/27 
 
What is known is the presence of “MW” at Cairo on March 27 for its naming ceremony! 
 
 
6/4/27         MW   7/4/27 
     16/4/27         MW     17/4/27 
 
It should be noted that the last flight was accelerated in that it took two day rather than three by flying through 
to Basra on the second day.  This acceleration became the norm for the weekly services to follow. 
 
Early in March, the British Post Office provided the U.P.U. in Berne, and the latter published on March 17 
1927, a detailed timetable for their Egypt – Iraq - India service as shown on the next page.  It was proposed to 
commence a fortnightly service from Cairo commencing on April 6 to Karachi.  Despite its UPU publication 
this did not happen. 
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On the 16th of March 1927 Imperial Airways’ Denis Handover foreshadowed the withdrawal of permission for the 
through service to Karachi on April 6 and 20th by the Persians before the actual permission was withheld. 
 
We need to keep in mind that most of the British details refer to dates from which mail within Britain would be affected 
rather than the dates from which the service ran between its end points.  Thus later records state that the weekly service 
commenced between Basra and Cairo and vice versa on April 22.  The April 22 date might well refer to the first time 
British folk could send letters (or heard that the service was available) rather than when it had actually opened. 
 
On March 27th King Fuad of Egypt named G-EBMW “The City of Cairo” at a special naming ceremony arranged by 
Imperial to “involve” the various nations.  Using the same ploy, King Feisal of Iraq named G-EBMY “The City of 
Baghdad” and when the fourth DH66 G-EBMZ went into service it was named by Lord Plumer, the High Commissioner 
for Palestine, as “The City of Jerusalem”, the fifth G-EBNA was named “The City of Teheran” but it is not recorded who 
performed the naming ceremony.  
 
The fortnightly run to Basra had its final service on April 6th 1927 and thereafter moved into weekly mode.  On this date 
it had been expected that the service extension to Karachi would be inaugurated.  When it was realised that this would 
not happen the Indian recipients were appeased by a duplication of the existing service to weekly flights commencing the 
following week. 
 
Thus the first true weekly service of the Cairo - Basra service commenced on Wednesday April 13 1927 with an arrival at 
Basra by Thursday afternoon.  The technicality about which was the first weekly flight revolves around the fact that the 
flight of April 6th fitted with the previous fortnightly pattern12, although the service had by then been accelerated by one 
day.  Whereas the flight of the April 13th established a new pattern, that was a week after the normal flight instead of a 
fortnight.  The first return weekly service from Basra to Cairo started from Basra on Saturday April 16 and arrived at 
Cairo on Sunday April 17 carrying mail which had been posted from Karachi on April 8. 
 
Thereafter for almost two years, until March 30 1929, eastbound mail beyond Basra went by steamer as the Persians 
refused to budge.  In total 110 flights were made in both directions before establishing a foothold in India. 
 
Returning to the Hoare party 
The return flight by The Secretary of State for Air, Samuel Hoare, and entourage commenced from Delhi on February 1 
1927 after more than three weeks of official functions and parties.  
 
On this flight, as on the outward one, a number of unofficial covers were carried. These fall into three groups and are 
illustrated. 
 

 
 
a. Those struck with a partial commemorative machine cancel bearing a printed 3 line label with a diagonal 
purple rubber overprint.  There were at least 32 carried based on the numbered cover shown (are these the 48 
mentioned by Newall?).  Note the same diagonal cachet is used as on the Karachi – Delhi section. Was this a 
private “rubber” stamp? 
                                                
12 This is contrary to the nomenclature adopted by Peter Wingent in his excellent monograph. Op cit. 
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b. An unknown number cancelled New Delhi 1 Feb 27 with a purple cachet.  Note that this cachet has 
been altered in manuscript for the return journey.  Does the cachet exist unaltered also for the outward 
flight?  This cover has a Swiss backstamp Glick 17.II.27.15 and was addressed to the Indian PMG ‘s wife. 

 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

c. Karachi cancelled dated Feb 3 with a typical boxed Karachi cachet ( Newall states there were 50). 
 
Newall and others (including Jeffrey Brown in Indian Air Mails) appear in some doubt as to the mode of 
transport used to convey the Secretary for Air to England.  The Times13 claims Hoare returned by ship from 
Egypt and furthermore that [Hoare] cannot complete the homeward flight from India entirely by air as there is 
at present no British air link between this country and Egypt, but at Paris he will once more come in touch 
with Imperial Airways.  From the construct of the sentence “between this country and Egypt” it appears that  

                                                
13 The Times, February 7 1927. 
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the non-attributed source of The Times is based in England and that although accurately reporting Hoare’s 
arrival at Baghdad  in the afternoon of Saturday  February 5, the rest of the article including the quoted portion 
is conjecture. 
 
Fleet Street had not yet caught up with the turmoil created by the Persians. They were out of touch with the 
operational changes in Iraq.  Hoare’s aircraft G-EBMX was at no stage involved in the regular Cairo-Basra 
run as can be seen by its absence in India over the period up to at least February 3 1927.  With the extension to 
Basra only, the service was perfectly operable with two aircraft as was demonstrated in the foregoing table of 
flights.  It is true, as stated by The Times, that there was no Imperial Airways service between Cairo and Paris 
but Hoare’s aircraft  (chartered from I.A) was available as it was surplus to requirements with the route not 
extending to Karachi.  There is no mention of G-EBMX being used until April 30th when it flew between 
Basra and Baghdad.  Where it had been in between time is not recorded!  
 
In reading Hoare’s autobiography, it is quite clear that he flew back as far as Paris and after waiting for 
several days for the fog to clear to complete the journey by air, decided to come by channel boat instead. The 
exact return date is uncertain but based on the Sams' cover was most likely February 18 1927.  It is also not 
clear whether the aircraft which had conveyed Hoare TO India also carried him BACK as far as Paris but it is 
likely that it did convey him as far as Paris where fog stopped them.  In other words did G-EBMX stay in 
service for the Cairo – Basra service immediately after the negotiations with the Persians failed to find a 
solution? 
 
A summary of the results for the first 23 flights between Cairo and Basra in either direction, were supplied to 
the House of Commons on July 28 1927 in a table. 

Section     No. of passengers         Pounds of mail 
Cairo-Gaza       57        518 
Gaza-Baghdad    44     6,110  
Baghdad-Basra    71     1,461 
 
Basra-Baghdad    95     1,651 
Baghdad-Gaza    74     6,268 
Gaza – Cairo    70     5,987 
 
The figures indicate a much higher usage travelling West than travelling East both for passengers but 
particularly mail.  India liked it, the UK clients used it less. 
 
With the return to England of Samuel Hoare’s party and Sefton Brancker off on his side trip up the Nile with 
his mistress, the Imperial Airways service had little to crow about in the first quarter of 1927.  All that had 
happened was that the RAF route had been extended to Basra and new aircraft had taken over from the worn 
out RAF service fleet.  It would take a further two years before the route to India was properly established. 
 
Despite some authorities assertions to the contrary, there were NO other flights by Imperial Airway to Karachi 
until 1929 from either Cairo or Gaza or Basra. 
 
Any additional information or correction is greatly appreciated by the author. 
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2. The autobiography of Viscount Templewood (Sir Samuel Hoare) Empire of the Air, published in 1935 
provides details of his and his wife’s side of the events.  

3. Jackson’s British Civil Aircraft since 1919 vol. 2, 1973 and De Havilland Aircraft since 1915, 1962 
gave details of specific dates of aircraft manufacture. 

4. Douglas Cluett, The First the Fastest and the Famous, 1985 a photo book of events at Croydon airport 
supplied the photo of the 18th December 1926 party. 

Penrose’s British Aviation The adventuring Years, 1973 had a delightful photograph of the official Hoare 
party at the early morning takeoff.  Unfortunately it was not suitable for copying. 
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Imperial Airways’ advertisements in “Punch” magazine 
 

Material provided by Bryan Dudley Stamp 
 

Some time ago, Bryan ‘phoned me to say he had just purchased on ebay some original pages showing I.A. 
advertisements published in “Punch” magazine between 1929 and 1932.  He wasn’t sure if members would be 
interested but I assured him they would be and he kindly sent me the copies which follow.  The full title of the 
magazine during this time was, “Punch, Or The London Charivari.”  Thank you for sharing them Bryan. 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

                    From 24 July 1929 edition                                                               From 11 September 1929 edition 
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From 23 July 1930 edition From 3 September 1930 edition 
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From 4 May 1932 edition 
 
 

 
 

From 15 June 1932 edition 
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Malayan air mail covers 
 

Material provided by Keith Elliot 
 
Keith has kindly sent me copies of six pages from his collection which cover three topics:   
1) Two covers to Czechoslovakia which were sent by train from Athens (shown on this page & page 28). 
2) Two insufficiently prepaid covers (shown on pages 29 and 30). 
3) Two wartime I.A. covers (shown on pages 31 and 32). 
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Your questions and answers 
 
A.3.  Both Duncan Crewe and Bryan Dudley Stamp responded to the question of the date of introduction of 
the second I.A. logo and I think we can narrow this down to between April 1927 and April 1928.  To save 
readers referring back to the last issue, I will reproduce the two logos below: 
 

 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Duncan sent me copies of the two timetables (sizes much reduced) shown above upon which the first logo was 
employed.  He also sent copies of the front page of the “Imperial Airways Gazette” of March 1929 and an I.A. 
European Division timetable for Winter 1929 upon which the second logo was employed.  I have a copy of an 
I.A. Gazette for January 1929 and I found on the internet a summer 1928 timetable, both of which have the 
second logo and as these pre-date Duncan’s examples, I hope he will not be offended if I show these: 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
Since summer timetables were issued in April of each year it would seem, as I said above, that the change of 
use from the first to the second logo occurred at some time between April 1927 and April 1928.  The one 
missing timetable, or other stationery item which would narrow down the date still further, is the Winter 1928 
timetable.  Can any member provide this final missing link please? 

  First logo               Second logo 
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Bryan Dudley Stamp also sent me the I.A. December 1926 Monthly Bulletin shown below, mainly for the 
logo used at the time but because it is a very scarce and interesting document which provides some excellent 
detail concerning the delivery flights of the DH66s to India, I have illustrated it in full. 
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Q. 4.  Bryan Dudley Stamp made another interesting purchase on ebay from a seller in the United States.  It is 
a Shorts advertisement from a U.S. publication called the “Aero Digest” (October 1947 edition).  Bryan 
writes, “I am not sure if it was part of a U.K. ad. campaign also.  Maybe our Gazette readers might know!”   
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The Helena courtesy visit to Cape Town in January 1933 
(The birth of the Empire Air Mail Scheme) 

 

By Peter Wingent 
 

When the HP42 Helena arrived at Cape Town on 17 January 1933, she was the largest aircraft ever to have 
been seen in South Africa and it was the only occasion an aircraft of this type flew south of Kisumu.  These 
facts alone should make it desirable for covers marking the event to be represented in an Imperial Airways 
African air mail collection.  In addition, and perhaps even more importantly, it was during this visit that the 
idea of an Empire Air Mail Scheme was, if not conceived, at least first discussed in depth and considered 
seriously as a future enterprise. 
 
The following is a summary of the visit: 
 

27 December 1932. Helena departed Croydon carrying Sir Eric Geddes (Chairman of Imperial Airways) and 
George Woods Humphery (Managing Director of I.A.). 

 

17 January 1933. Helena arrived Cape Town.  (No mail carried on the outward flight.) 
 

25 January 1933. Helena departed Cape Town operating service AN99 as far as Cairo.  (Mail carried). 
 

27 January 1933. Sir Eric Geddes and George Woods Humphery departed Cape Town in the Union-Castle 
ship Caernarvon Castle.  (Arrived Southampton 13 February 1933). 

 
I have three main references to the event and for readers who would appreciate more detailed accounts, rather 
than attempt to paraphrase them, I have decided to quote them in full.  First, Kenneth Munson1: 

 

“An African flight that assumed great significance was made early in 1933, when members of the management 
inspected the route and met General Smuts, the South African premier. On the tour, Woods Humphery persuaded 
his chairman, Sir Eric Geddes, that Imperial Airways had reached the limit of expansion if their traffic was to be 
only the usual surcharged air mail. 
Geddes was impressed with the argument, the return flight was cancelled and the party booked sea passage on the 
Caernarvon Castle so that they could have time to discuss what policies should be pursued in order to continue the 
growth of the company. From those discussions came the great Empire Air Mail Scheme - the idea that lifted 
Imperial Airways from being an over-extended, under-capitalised and struggling airline into a leading position as 
a modern international operator.” 
 
Next Robin Higham2: 
 

“The management of Imperial Airways left London in Helena on December 27, 1932.  The purpose of the trip was not 
only to see the African route, but also to talk with General Smuts about the tricky political situation in South Africa.  
The journey was also historic for another reason.  On the way down, Woods Humphery persuaded Geddes that the 
staff were correct in feeling that the Company was reaching the limit of expansion if only surcharged mails were 
carried.  Geddes agreed and the return flight was cancelled so that the party could sail home on the Caernarvon 
Castle and work out the details.  They reached Southampton on February 13, 1933.” 
 
Last John Pudney3: 

 

“The late S. A. Dismore, for many years Secretary of Imperial Airways, conceived the Empire Mail Scheme. Its first 
practical details were worked out in mid-air aboard a Hannibal airliner which was being flown on a demonstration and 
flag-showing flight to South Africa in 1933.  The pilot was Captain ‘Taffy’ Powell. Travelling as passengers were Sir 
Eric Geddes and George Woods Humphery.  All the way to Cape Town, these two men chewed over ways and means.  At 
their destination, they decided that Imperial Airways could in principle carry all the mail - but the idea was likely to meet 
with a cool reception at the G.P.O. and it would have to be ‘sold’ to the Air Ministry.  They were businessmen running a 
commercial undertaking, even though their company was subsidized and recognized as the ‘chosen instrument’ of the 
Government.  They therefore returned from the Cape at a more leisurely pace, by ship, but making use of every waking 
hour - in Woods Humphery’s words – ‘working it all up’. 
In March 1933, Geddes signed a memorandum to the Cabinet containing this significant paragraph: 

‘Imperial Airways has conclusively demonstrated its reliability and dependability already, and the Board has 
every confidence in its ability to carry a vastly increased volume of Empire letter mail. The Board therefore 
invites H.M. Government to investigate, in conjunction with Imperial Airways, the carriage by air of letter mail 
in bulk on the London-Cape Town and London-Australasia routes in the next four or five years’ time, on 
revised rates of conveyance to be negotiated.’ 

The scheme was approved by the Cabinet.  It went through the House of Commons on December 20 ,  1934 .”  
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The only apparent contradiction which I can find in the three quotations is that whilst Munson and Higham 
imply that the idea for the E.A.M.S. was Woods Humphery’s, Pudney states that S.A. Dismore was the 
originator.  Perhaps an explanation can be found in Higham’s words when he wrote, “Woods Humphery 
persuaded Geddes that the staff  [my emphasis] were correct in feeling …“  Thus it is possible that Dismore had 
originally put the proposal to Woods Humphery who then put it to Sir Eric Geddes, but this is only my conjecture. 
 
Whilst “The Aeroplane”4 magazine wrote very little about the visit, it published three photographs recording the 
event.  One is shown on the front cover of this magazine and the other two below: 
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Below are further photographs, obtained from books by Sir Harry Brittain5 (top) & Gerry de Vries6 (bottom): 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
The caption in Gerry de Vries’ book for the bottom photograph reads, “The Imperial 
Airways Handley Page HP42 “HELENA” (G-AAGX) at Wingfield on 25 January 
1933.  (SAAF Museum Ysterplaat).”  Thus this photograph was taken just prior to the 
departure from Cape Town of Helena operating Imperial Airways’ service AN99. 
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In order to enable readers to identify covers flown by Helena during her return flight, the following itinerary 
of service AN99 is given below (times given are L.S.T.).  I obtained the data from “Lloyd’s Daily List” after 
publication, in 1991, of my ‘Africa Movements’ book and thus it contains far more detail than the latter. 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
From Cairo, the service continued as follows: Cairo	
  to	
  Alexandria	
  by	
  train	
  
	
   Alex.	
   dep.	
   08.00	
   02	
  Feb.	
   Scipio	
  
	
   Athens	
   arr.	
   16.30	
   02	
  Feb.	
   Scipio	
  
	
   Athens	
   dep.	
   07.30	
   03	
  Feb.	
   Scipio	
  
	
   Brindisi	
   arr.	
   	
  	
  	
  	
  ?	
   03	
  Feb.	
   Scipio	
  
	
   Paris	
   dep.	
   11.00	
   05	
  Feb.	
   Horatius	
  
	
   Croydon	
   arr.	
   13.28	
   05	
  Feb.	
   Horatius	
  
	
  
	
  
	
  
I have never seen any specially prepared (philatelic) covers for Helena’s return flight.  Do they exist? 
Examples of commercial mail can be found and four examples from my collection follow: 
 

 

ITINERARY	
  OF	
  CAPE	
  TOWN	
  ~	
  CAIRO	
  FLIGHT	
  BY	
  HP42	
  HELENA	
  
(OPERATING	
  I.A.	
  SERVICE	
  AN	
  99)	
  

	
  

Cape	
  Town	
   dep.	
   06.30	
   25	
  Jan.	
   Entebbe	
   dep.	
   11.35	
   29	
  Jan.	
  
Jo’burg.	
   arr.	
   	
  	
  	
  ?	
   25	
  Jan.	
   Juba	
   arr.	
   	
  	
  	
  ?	
   29	
  Jan.	
  
Jo’burg.	
   dep.	
   	
  	
  	
  ?	
   26	
  Jan.	
   Juba	
   dep.	
   05.40	
   30	
  Jan.	
  
Salisbury	
   arr.	
   16.15	
   26	
  Jan.	
   Malakal	
   arr.	
   09.50	
   30	
  Jan.	
  
Salisbury	
   dep.	
   10.05	
   27	
  Jan.	
   Malakal	
   dep.	
   10.50	
   30	
  Jan.	
  
Mpika	
   arr.	
   17.05	
   27	
  Jan.	
   Khartoum	
   arr.	
   16.45	
   30	
  Jan.	
  
Mpika	
   dep.	
   05.55	
   28	
  Jan.	
   Khartoum	
   dep.	
   07.30	
   31	
  Jan.	
  
Nairobi	
   arr.	
   17.20	
   28	
  Jan.	
   W.	
  Halfa	
   arr.	
   15.30	
   31	
  Jan.	
  
Nairobi	
   dep.	
   07.05	
   29	
  Jan.	
   W.	
  Halfa	
   dep.	
   05.40	
   01	
  Feb.	
  
Kisumu	
   arr.	
   08.45	
   29	
  Jan.	
   Cairo	
   arr.	
   14.00	
   01	
  Feb.	
  
Kisumu	
   dep.	
   10.45	
   29	
  Jan. 

Datestamped Cape Town, 24 January 1933.  No backstamps.  Flown by service AN99.  Franked 2/3d.  The air mail rate 
from South Africa to the U.S.A. at this time was 1/3d. per ½ ounce.  This large cover might well have been double weight 
and, if so, should have been charged 2/6d. but no insufficiently prepaid charges were raised.  However, the need for the 
cancellation of the air mail etiquette in London by two red bars and the application of the “Insufficently paid for air mail 
beyond …. London” handstamp, applied at Cape Town, are puzzling since the cover is addressed to New York and both 
post offices would have known there was no possibility of air mail transmission between London and New York. 
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Datestamped Abercorn 24 January 1933, backstamped Mpika 27th, Dodoma 28th and Dar es Salaam 
30th.  It was sent by post office car to Kasama, then by train to Mpika where it connected with service 
AN99, operated by the HP42 Helena, which flew from Mpika to Dodoma on 28 January.  The cover was 
then sent by train to Dar es Salaam, arriving on the 30th.  Franked at 6d. per ½ ounce rate to K.U.T. 
which applied from January 1932 to 28 June 1937. 

Datestamped Mau Summit, 28 January 1933.  No backstamps.  It was sent 80 miles by train to Kisumu 
where it connected with service AN99, which departed on the 29th.  Franked 2 x 65 cents per ½ ounce 
rate to the U.K., which applied from 1 July 1931 to 30 June 1935. 
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After arrival at Cairo on 1 Feb., Helena flew back to Croydon and resumed operations on the service to Paris 
until November 1933.  Then, having been converted from ‘European’ to ‘Eastern’ standard, she commenced 
flying on the Cairo ~ Kisumu section of the African route, her first services being AS141 and AN141. 
 
It was during the time of Helena’s visit to Cape Town that HP42s began to replace the Argosies and Calcuttas 
on the Cairo ~ Kisumu section.  Horsa commenced regular service in January 1933, followed by Hadrian in 
March, Hannibal in October and Hanno (as well as Helena) in November of that year.  Finally, Hengist was 
converted to ‘Eastern’ standard and began to fly this section in January 1935. 
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Although not referred to within this short study, L.A. Wyndham wrote a paragraph on the visit of Helena on 
page 55 of his book, The Airposts of South Africa, published by the Cape Town Times in 1936. 
 
 
 

Late addition to questions and answers 
 
The following question from Stafford Burnett-Hurst reached me after I had printed the foregoing pages.  He 
writes, “I recently purchased an I.A. Air Mail Label booklet which is not recorded in Jeffrey Brown’s book.  It 
is the stapled South Africa booklet SA-2-1 but instead of having 4 panes of air mail labels it has 5.  There is 
normally one pane of four labels between the English and Afrikaans sections of the booklet (Long services 
made Short by AIR).  The booklet I have has 2.”  Stafford would like to know if anyone can tell him how 
common this 5 pane booklet is.  [See page 22 of Jeffrey Brown’s excellent “Air Mail Labels – I.A. booklets.”] 

Datestamped Zanzibar, 27 January 1933.  No backstamps.  Franked at the 62 cents per ½ ounce rate to 
U.K. which applied from 17 October 1931 to 30 November 1934.  It was flown to Nairobi on the 28th by 
Wilson Airways Coast Service to connect with AN99, which departed Nairobi the next day (29 January). 


