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Hannibal at Samakh, Palestine. 
The “Lost” 171 days. 

 

By John C Symons 
 
Anyone attempting to trace the movements from the time of Imperial Airways’ HP42 Hannibal’s (G–AAGX) 
arrival in Egypt in February 1932 to when she was replaced by the C class flying boats in February 1938 will 
encounter an apparently inexplicable gap of 171 days in her service record as indicated in table 1 below. This 
lists her last round trip in 1932 to the first in 1933 between Cairo and Karachi. 
 

Table 1 
 

HP42 ‘Hannibal’.  Scheduled Services – October 1932 to May 1933.1 
 

Flt. No. From Date To Date Remarks 
IE187 Cairo 25th October Karachi 30th October 1 day late 
IW188 Karachi 9th November Cairo 12th November On schedule 
IE216 Cairo 2nd May Karachi 5th May On schedule 
IW214 Karachi 10th May Cairo 12th May On Schedule 
 
Table 1 makes clear Hannibal was out of service for those 171 days, therefore inviting the question: what 
happened and where was she for all this time? The first clues come from press reports. The following 
appeared in Lloyd’s Casualty List for 25th November 1933: 

 

AEROPLANE DAMAGED BY GALE AT GALILEE, PALESTINE 
London, Nov. 20—On Sunday (Nov. 20) the air liner HANNIBAL (G– 

AAGX), owned by Imperial Airways, Ltd., while on the ground at Galilee 
Aerodrome, sustained damage to her wings and tail. 

 

A month later a second report was published in The Morning Post, dated 23rd December: 
 

DAMAGE TO AIR LINER AT SEMAKH, PALESTINE 
London, Dec.17.—HANNIBAL, the 42–seater Imperial Airways liner, it was 

learned in Cairo yesterday, is undergoing repairs at Cairo after being damaged while 
on the ground at Semakh Aerodrome, Palestine.  “The liner was pegged down for the 

night,” an official of the Imperial Airways stated, “and her wing and tail were damaged 
by a gale which suddenly sprang up. The machine had to be taken to pieces and 
carried by lorry to Cairo. The damage is not very serious. —” The Morning Post 

 

These are the only contemporary reports recorded. A much more recent undated reference discovered in the 
Journal of the Croydon Airport Society adds further to the story: 
 

10. "HANNIBAL" AT SAMAKH IN GALILEE 
 

Charles Butt has gathered more information about an episode which he mentioned 
briefly during his HP42 talk last July and is now able to tell us all about it:- 
 

In the late afternoon on one November day in 1932, HP 42E (G–AAGX "Hannibal" was 
forced by deteriorating weather to land on the small airstrip at the Sea of Galilee (now 
called Yam Kinnerct) at the fishing village of Samakh (also Arabic word for fish). The 
storm worsened during the night and despite the efforts of the crew aided by staff from 
the nearish Imperial Airways flying-boat base at Tiberias, the wings were torn off and 
finally the airliner was thrown over on to its back. "Hannibal" was dismantled and 
transhipped by rail to Cairo where she was rebuilt and returned to service.  Engineers 
involved remember being assisted by Arab Legion soldiers in this task and that their 
appreciation for this help was shown by the gift of bottles of brandy. Time has slightly 
failed memory in the detail. 

 
There is both inconsistency and consistency in these three reports. The incident undoubtedly occurred at the 
small fishing village of Samakh, situated on the southern shores of the Sea of Galilee; what is inconsistent is 
the extent of the damage, damage such as to keep her out of service for 171 days. The contemporary reports 
imply damage to the wings and tail, whereas the Croydon Airport Society’s journal states that in addition the 
aircraft was flipped on to her back. It also suggests repairs were effected in Egypt, no doubt at Heliopolis
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Airport, Cairo, where Imperial Airways had a maintenance facility. The reports coupled with the movements 
listed in Table 1 confirms Hannibal’s last scheduled flight on 9th/12th November 1932 from Karachi to Cairo. 
There are no indications of any other movement prior to her flight to Samakh; there are no records of any 
flight by Hannibal to the south on Imperial Airways’ African service. So it seems reasonable to conclude 
Hannibal was on an unscheduled service from Cairo to perhaps Baghdad or Karachi when the captain elected 
to land for the night at Samakh on 20th November, perhaps due to deteriorating weather conditions. It would 
appear the aerodrome, or perhaps a better name would be landing strip, at Samakh was an emergency or relief 
landing ground not only for Imperial Airways, but also the Royal Air Force. Below2 is a photograph of the 
village of Samakh. In the middle distance there would appear to be an airstrip approximately aligned north to 
south with a road linking it to a building in the right foreground, suggesting this is the ‘terminal building’. 
Between this road and the village can be seen the tracks of the Hejaz Railway, with a train passing what is 
probably the railway station on the right of the photograph. 
 
One final quote which may or may not be relevant, published in an earlier IA Gazatte,3 is contained in a letter 
written at Rutbah Wells on 9th December 1932: 

 

Arriving in Baghdad Aerodrome at 6.30, first thing hot cup of tea and brandy - one of 
the most comfortable trips one could wish to have. Then everything mucked up. One 
of the large Hannibal type planes destroyed by storm at Tiberius - whilst on the 
ground, result no plane for Karachi trip. 

 

How relevant this is to the current discussion is left to the reader to decide. It would appear to be rather late in 
the day for the current incident, interesting nevertheless. 

 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
The above introduction represents all that is known to me of this incident that lies in the public domain. 
Recently I acquired two photograph albums which add greatly to what occurred on that night in November 
1932.  In one of the albums there are no less than 29 photographs relating to this incident, extending from the 
morning following the gale, illustrating the extent of the damage, the dismantling, and its departure from 
Samakh for Cairo.  The one regret is there are no captions associated with the photographs. 
 
The following is a selection of these photographs illustrating the stages in the recovery.  The photographs 
were in overall good condition, although they suffered some fading, scratching and other imperfections, thus 
requiring some minor editing.  In addition they have been cropped to better fit the page at the same time 
maximising the content. 
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The Damage to Hannibal 
 
There is little doubt from the 
evidence in these photographs the 
contemporary reports are not correct 
in a number of respects. Lloyds’ 
report that Hannibal sustained 
damage to the wings and tail is most 
certainly born out being entirely 
corroborated by the photographs. 
They would suggest the damage was 
significantly more extensive than the 
report suggests, and certainly greater 
than that which is implied in The 
Morning Post’s report. 
 

 

From these four photographs it is immediately 
apparent the damage is largely restricted to the 
wings and tailplane. Both port and starboard 
pairs of wings outboard of the engines were 
almost certainly sufficiently damaged to 
warrant replacement.  With the way they are 
wrapped forward it would suggest they were 
not picketed to the same extent as the fuselage, 
evidence for which can be seen in figure 1c 
anchoring the rear of the fuselage. There is also 
little doubt the centre sections of the wings 
were substantially stronger, and metal clad 
rather than the fabric covering of the outer 
wings. 
 

 
 
The Croydon Airport 
Society’s journal stated that 
the “airliner was thrown over 
on to its back.” There is no 
evidence in any of the 
photographs to confirm this. 
Whilst the wings bore the 
brunt of the damage, the tail 
section did not escape.  
 

 
It would appear from the photographs that the 
damage was largely restricted to the fabric 
covering of the fins and rudders. There is visual 
evidence of some damage to the tail planes in 
other photographs similar to that incurred on the 
vertical surfaces.  Overall, it was the centre main 
wing sections and fuselage which were the least 
damaged. 
 
 
 

Figure 1. The Damage to Hannibal. 
 
 

Fig. 1a 

Fig. 1b 

Fig. 1c 

Fig. 1d 
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The Dismantling of Hannibal 
 
At some point early in the determination on an appropriate course of action it was agreed rebuilding was 
possible enabling Hannibal to continue in service. It was also evident that Samakh was not an appropriate 
place to undertake such work, and it would therefore be necessary to transport the salvaged remains 
elsewhere. Before this could be accomplished the aircraft would have to be dismantled. This process is 
illustrated in the following series of photographs. 
 
 
Considerable effort was involved in 
preparing the aircraft. This small selection of 
photographs shows that at an early stage the 
wings, and tailplane had been removed, the 
wings most likely being disposed of locally 
as scrap. Preparations are well under way for 
the removal of the upper pair of engines and 
central wing section, probably the most 
difficult part of the whole operation. Note 
that all evidence of identity has been 
removed. 
 
 
 

 
 
Another task accomplished at an early stage was the 
removal of the fabric covering of the rear half of 
the fuselage, showing it to be a comparatively light 
weight structure. It is clear from these three 
photographs Hannibal was moved to a position close 
to the railway line. This must have been undertaken 
following the removal of the wings, whilst the 
damaged airframe was still in a fit condition to be 
moved. Even at this stage the undercarriage is still in 
place. 
 
 
 

 
 
Dismantling is nearing completion.  The 
two halves of the fuselage have been 
separated, but it would appear from the 
angle of the forward half of the fuselage 
the undercarriage is probably still in place. 
The root rib of the lower wing can be seen 
above the two forward cabin windows. 
 
 
Figure 2. The Dismantling of Hannibal. 
 
 
 
 
From these and the other photographs not reproduced it would appear Hannibal was broken down into at least 
six components: the forward fuselage half, the rear fuselage half, the upper central wing and engines, the two 
lower engines, and the tail plane assembly. No doubt there were a number of containers of other salvaged 
components, the lower stub wings, struts, wheels, etc. 

Fig 2a 

Fig. 2b 

Fig. 2c 
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The Transportation of Hannibal 
 
On completion of the dismantling of Hannibal the component parts were placed on flat bed trucks of the 
Hejaz Railway.  From the background to the photographs this would appear to have taken place at two 
locations, one adjacent to the railway line as it runs south of Samakh, and secondly in the proximity of the 
railway station in Samakh itself. What cannot be determined, given the two locations, is whether the 
components were initially loaded and moved into the village, and then reloaded for the journey to Cairo, or 
the various trucks were assembled into a single set of carriages at the station. 
 

This photograph of the forward fuselage 
section shown being loaded on to one of the 
Hejaz Railways’ flat bed wagon appears to 
have been taken in Samakh4, the building 
just showing in the background being the 
railway station. It was therefore moved from 
where it was dismantled. This was probably 
due to the lack of a double track, preventing 
use of the crane. It of course begs the 
question – How was the fuselage moved to 
Samakh? 
 

On the other hand this large container 
was loaded at the side of the airstrip. 
Evidence for this appears to be what 
was earlier referred to as the terminal 
building seen in the far distance on the 
right hand side. There is no indication 
as to what is in the container, probably 
engines and smaller components. As 
will be seen later it was not the rear 
half of the fuselage. 

The complete train ready to commence the journey 
to Cairo. Exactly how many wagons were involved 
is impossible to determine. This photograph was 
taken preparatory to departure from Samakh, 
somewhere on the straight section of line running 
parallel to the village and the road to the terminal 
building.  En route to Cairo. From Samakh the line 
of the Hejaz Railway struck south along the banks 
of the River Jordan to Beisan, from where it turned 
to the west, making a dog leg to Tularem, and then 
south once again to Lydda, Gaza, Rafa and 
terminating on the banks of the Suez Canal at 
Kantara East. 

 
Whilst the precise location of this final photograph 
is unknown, it can be said with certainty that it is 
on the Suez Canal. The railway line in the 
foreground could be an indication that it is in the 
vicinity of Kantara East.  The nature of the load on 
the barge or ferry would seem to indicate the 
salvaged components are still on the flat bed 
wagon. If this is the case it implies that once ashore 
the journey to Cairo would be completed by rail. 
Close examination of the photograph shows the flat 
bed wagon is carrying the rear half of Hannibal’s 
fuselage, amongst other components. 
 
Figure 3. The Transportation of Hannibal. 

Fig. 3a 

Fig. 3b 

Fig. 3c 

Fig. 3d 
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BOAC House Magazine ‘Touch Down’ 
 
Following on from the above I contacted the British Airways Speedbird Centre seeking further information on 
this incident. I received a most informative response, including the following transcripts from the BOAC 
house magazine Touchdown. These are mostly relevant and self–explanatory. The July 1983 letter ‘Hannibal 
after the Storm’ below shows an illustration of Hannibal in its damaged state the morning after the gale. What 
is relevant is that this illustration is identical to one of the 29 photographs in the album (fig. 1c above). It 
would therefore seem possible the photographs were taken by the author of this letter, Cliff Goudy, MBE. 
These letters printed in Touchdown significantly add to an understanding of the incident at Samakh, and its 
subsequent resolution resulting in Hannibal being returned to service. 
 
 
 
TouchDown, December 1982 

SPARES DOWN THE LINE? WHO CAN CAPTION THESE PICTURES? 
 

 
Six of several pictures from Mrs Yvonne Wilkinson dating back to husband’s time with Imperial Airways in 
Egypt seem to show something of a spare parts transportation saga by road and water. Does anyone recall the 
circumstances? 
 

Dear Nick, 
I am enclosing snaps which I think might be of interest to some of the older pensioners. I don’t want them 
back. They were taken by my husband when he was out in Egypt with Imperial Airways 1928 — 1937. 
I'm afraid I cannot ask him to identify them as he is now 82 and has been mentally ill for the last few years. I 
believe 
they are of some spare parts being sent "down the line". The snap of a lad standing on top of one part is 
of the late Theodore (Tewfik) Tudor. 
Yours sincerely, 
Mrs Yvonne Wilkinson, 
2 Parsonage Close: Somerton: Somerset: T11 1NP. 
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Dear Yvonne, 
 

How very nice to receive another letter from one of our members residing deep in the glorious West Country, 
and how very kind of you to send me those 12 snaps. Those which the Editor considers suitable for 
reproduction will be published in this issue of Touchdown, and they will be of great nostalgic interest to those 
RSA members who, like me, served with Imperial Airways. 
 

Warmest regards, Nick. 
 
TouchDown, July 1983 
 

Hannibal after the Storm 
 

I REFER to page 19 of the December 
issue, which shows a number of photos 
sent by Mrs Wilkinson on behalf of her 
husband, all of which require captions 
and information. I have extracted from  
my own archives the enclosed related 
photos, all of which refer to the rebirth 
of Imperial Airways Handley Page 
Type 42 aircraft named "Hannibal", 
registration, G-AAGX, which was 
partially wrecked whilst riding out a 
Biblical storm on the shores of the Sea 
of Galilee. (See my photo taken the 
morning after.) 
 
I had travelled from Cairo the previous day to Galilee to repair some damage to "Hannibal"; but during the 
night much more damage was done by the continued storm. It was decided that, since Imperial Airways could 
not afford to write her off we could and would rebuild her. So, with the co-operation of the Palestine, the 
Damascus, the Jordan and the Egyptian railways, and the Suez Canal ferry, we got the fuselage, engines and 
other good bits transported to Cairo. 
 

New wings were shipped out to Suez from England and "Hannibal" was rebuilt and re-took her place on the 
line as flagship. She flew for seven more years until she was lost without trace on her leg of the Horse Shoe 
Route across the Indian Ocean in 1940. Mrs Wilkinson's photos show the arrival of her new wings at Suez, 
and finally at Heliopolis, where they were linked to my bull-nosed Morris as a joke. That Morris car had used 
a lot of petrol between Heliopolis and Suez on the "Hannibal" story, for which I had a tough job getting my 
expenses paid by poor old Imperial Airways who were operating on the proverbial shoestring, but sustained 
by a lot of Imperial Airways "esprit de corps". 
 

I have many happy memories of those days. I shared a flat with Duncan Griffiths in the days before our wives 
arrived to look after us and who, with many other pioneer wives, God bless them, played no small part during 
those very hard days in building up what was to be called the Empire Air Mail routes. 
 

The photo of the Avro 10 G-AADZ on Page One of the January issue concerns an unspecified flight of 
someone on the way to the Cape, South Africa; I am the one pulling away the wheel chocks. 
 

It is interesting to note that at Heliopolis we became the stop for most of those record breakers on their way to 
the Cape of Australia, all following Imperial Airways routes! I personally handled Bert Hinkler's Avro 
"Avian", Amy Johnson's Moths, Clifford Mollison's Moth, Wiley Post's plane, whatever it was; there were too 
many to remember now. But without the help of Imperial Airways and the Royal Air Force, many of those 
early 30's record breakers would not have made it. 
 

By 1933 we had established servicing stops to the Cape and to Australia on routes surveyed by Sir Alan 
Cobham in the late 20s, and also by the Royal Air Force in the Middle East. We even had a ploughed desert 
track to follow from Gaza to Baghdad thanks to the Royal Air Force. I remember the Officer Commanding 
216 Squadron at Heliopolis (our neighbours) remarking that "We always get plenty of verbal thanks at the 
bar in the mess, but never get a mention in the press." 
 

I possess book-ends made from damaged propellers from Amy Johnson's Moth, which I would be pleased to 
give to any museum that would like to have them. 
Cliff Goudy, MBE, 
21 Pondcroft, Yateley, Camberley, Surrey. 
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TouchDown, July 1983 
More adventures of Hannibal and Hanno 

 

 
I HAVE just been lent Touchdown for March by Capt. G.B. Willerton and I have been most interested in the 
correspondence re the damage to "Hannibal". Several years ago I was lent some photos of this incident by 
Capt. J. Spafford, who I believe was flying "Hannibal" on that trip. Until the recent correspondence I have 
been unable to find any details about it, so I am most grateful to be able to give greater detail to my photo 
captions. 
 

Also enclosed are a couple more of Capt. Spafford's photos which show a wheel change in the desert (above 
left) and "Hanno" suffering in an unrecorded gale (above). Except for the fact that the photo was taken in 
1937 I am unable to trace the exact date or the place. Can a reader help, please? It was rebuilt after the 
damage as an HP 42W, having previously been an HP 42E. Note the prewar practice of painting out the 
operator's name when aircraft were involved in an accident. 
 

The "Hannibal" damage caused a flurry of aerial activity at Galilee, as one photo showed two of Imperial 
Airways Avro Ten aircraft, G-AASP and G-ABI,U, together with Stinson Junior S G-ABZY, which I am told 
brought in various personnel. 
 

P H T Green, 
The Old Rectory, Irby, Grimsby, South Humberside. 
 
 
TouchDown, October 1983 

The HP42 saga: all is explained! 
 
CORRESPONDENCE arising from reader C. Goudy's letter about the wrecking of Hannibal at Galilee in 
1932/33 culminated last month in a letter from A.A. Gittus claiming that he was the engineer in charge at 
Tiberius and Samakh at the time, yet did not feature in Mr. Goudy's account. 
 

True! responds Mr. Goudy in a further letter. 
 

I omitted any reference to the station engineers in case it stirred up any controversy over comments made at 
the time in a report to the underwriters. However, in my view there would have been nothing to salvage but 
for the valiant efforts of the Resident Station Engineer Bert Gittus and his assistant Jack Eddington and 
Hannibal's Captain Stafford. 
 

They fought a losing battle throughout that night, taxying and tethering. They did not give up even when the 
wings folded around the nose. They endeavoured to cut these away with hacksaws. The fact that Hannibal was 
still flying on war work in 1941 indicates their efforts were not in vain. 
 

Mr. Goudy also praises the efforts of Chief Engineer Steward Baxter ("Sandy B") and of Engineer Trevelyan 
and team who enlisted the aid of Glubb Pasha's Jordan Legionnaires to load the Hannibal's remains on to 
railway trucks (with the aid of a few bottles of brandyl). 
 

Two correspondents, A F Wiseman and Syd Oldfield, recall another HP42 accident at Entebbe in 1935, when 
Hanno (GAAUD), commanded by Captain Jim Percy, overshot the airstrip in bad weather. From snaps 
enclosed, this was obviously the incident referred to in our July issue (with photo) by P.H.T. Green (page 11). 
Mr. Wiseman's snap shows the fuselage being dismantled with the aid of timber shear legs by maintenance 
staff from Kisumu, Bert Gittus again in charge. 
 

Syd adds that at Croydon Hanno was rebuilt as a W–type, planning for this carried out by the Hewitt–
Drewitt-Dick Leete combination. 
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And still with the HP42's, Vic Forder sends us the snaps of the Helena that crashed on Tiverton golf course in 
the winter of 1939/40. A propellor is hanging in the Exeter Flying club lounge at Clyst Honiton. 
 

No doubt, says Vic, this may stir the memory of Lionel Scott, in charge Croydon Nightshift, and others 
who spent eight months at Exeter after the outbreak of war. 
 

Lionel? 
 
 
TouchDown, undated 

HP42 saga 
 
DEAR NICK, 
Ref. December issue of Touchdown page 19. The snaps 
sent in by Yvonne Wilkinson could refer to a HP42 
Hannibal aircraft at Semack in the 1930's. Semack was a 
landing ground at the southern end of the Sea of Galilee 
(Lake Tebimas) and a transit point for passengers and 
mail arriving by flying boat alighting on the lake and 
travelling farther east by landplane and of course vice 
versa. 
 

This area was noted for sudden storms, which could occur 
literally without warning. This Imperial Airways HP42 
Hannibal was parked at Semack when a violent storm broke, badly damaging the mainplanes and folding 
them around the aircraft nose. The Station Engineer in his efforts to minimise damage had commenced cutting 
off the wing’s fabric, but to no avail. This is the story that I in London received from Cairo. 
 

It was decided to repair the aircraft and my part of the exercise was to get replacement mainplanes 
constructed 
by Handley Page, transport them to London Docks and arrange a suitable ship to carry them to Cairo. We 
chose pre-dawn on a Sunday and, with police escort, made it to the docks, and loaded the wings on the ship as 
deck cargo; in the event the cargo arrived safely. 
 

The pictures may therefore be of the replacement wings arriving. Meantime, Trev Trevelyan, one of our 
leading engineers at Cairo, retrieved the fuselage, tail unit, landing gear and engines etc and by hook, crook, 
sledge and barge got them all back to Cairo, and the aircraft was rebuilt. Incidentally, I am not without 
knowledge of Semack; I was an engineer crew member of a HP 42 on a special flight Cairo to Delhi circa 
1932, and we landed at Semack to pick up passengers. It was a brilliant day, no wind, but suddenly a severe 
disturbance occurred and in its passing buffeted the aircraft, damaging the aileron controls and leaving both 
ailerons drooping. A signal to Cairo brought us a replacement aircraft which gave us an uneventful flight to 
Delhi and back to Semack. 
 

Inspect & repair 
 

However, at Semack a signal awaited us which said: "You know what happened. You inspect and repair." So, 
with the aid of two locals to move steps and planks I made a full inspection and found that the bolts securing 
the bracket below the cockpit flooring carrying bellcrank levers had sheared through to allow the control rods 
to the ailerons to slacken. New bolts were fitted and we returned to Cairo. This incident happened 50 years 
ago and is accurate to the best of my memory. I have been back to Semack, Teberias, and the lake since, 
having stopped at Haifa on a cruise ship. The landing ground was growing citrus fruit! Hotel Teberias was 
unchanged, so was St. Peters Fish. 
 

Sidney Oldfield; 
The Chimes, Thorpe Green, Egham, Surrey TW208QP. 

TouchDown, undated. 
 
Acknowledgements: I am most grateful for the assistance given by Keith Hayward and Jim Davies at the 
British Airways Museum, particularly for the copies of the letters from the BA house magazine Touchdown. 
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The inaugural regular air mail service from England to Australia, December 1934 
 

By John Crowe 
 
In I.A. Gazette No. 17 of June 2000, Stan Wheatcroft contributed a report on the inaugural regular weekly 
service from England to Australia; in particular, he described the ceremony which took place at Croydon 
Aerodrome on Saturday 8th December 1934.   
 
The ceremony took place in front of the HP 42 “Hengist”  and was presided over by the Secretary of State for 
Air, Lord Londonderry.  He had received mail for despatch to Australia from their majesties the King and 
Queen and HRH the Prince of Wales.  He handed the mail to the Postmaster General, Sir Kingsley Wood, 
who stamped it with a special Croydon Aerodrome steel date stamp with an ivory and silver handle.  This 
special date-stamp is slightly smaller than the normal Croydon Aerodrome cancel with a diameter of 24 mm, 
compared with 26 mm for the normal date-stamp.  The royal letters were then put in a blue silk bag which was 
handed to Sir Eric Geddes, the chairman of Imperial Airways, and he in turn handed it to the pilot of the 
aircraft. 
 
Stan Wheatcroft showed a cover which is addressed to the Prime Minister of the Commonwealth of Australia, 
the Rt. Hon. J.A. Lyons, and which received the same treatment as the royal letters with the special date-
stamp.  The cover has an Air Ministry cachet and beneath it the cachet PRIME MINISTER.  I illustrate 
another cover (fig. 2) which received the royal treatment, together with the letter which was enclosed (fig. 3).  
The letter is from the Postmaster General, Sir Kingsley Wood, to his opposite number in Australia.  The 
Commonwealth Postmaster General at the time was Senator the Hon. Alexander John McLachlan.    
 

 

 
 

Fig. 1. Tractors towing Hengist out of the Imperial Airways’ hangar at Croydon, prior to the first service to Australia. 
 

(Crown copyright.  Reproduced by kind permission of the British Postal Museum & Archive) 
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Fig. 2 
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Fig. 3 
 
I purchased the letter and cover in 2002 from Maurice Porter.  I do not know how it first came into the public 
domain.  Presumably, the Commonwealth Postmaster retained it as a personal item and disposed of it at some 
later date.  Maurice has told me that he purchased it in the Harmer’s sale of the late Alex Newall’s collection.  
He thinks Alex might have acquired it through one of his FISA connections. 
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I also show a cover (fig. 4) which was carried on the inaugural flight and which was cancelled with the normal 
Croydon Aerodrome date-stamp.  It was signed later (January 1935) by the Postmaster General, Sir Kingsley 
Wood. 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Fig. 4 
 
 
The special steel, Croydon Aerodrome datestamp with an ivory and silver handle is shown in fig. 5. 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Fig. 5 
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The story of the ivory and silver hand-stamp is an interesting one.  It appears that after Sir Kingsley Wood had 
stamped the VIP mail the hand-stamp was sent with the mail to the Postmaster General of Australia, probably 
in the blue silk bag, to be retained as a souvenir.  It remained in Australia, presumably in the possession of the 
Australian postal archive in Melbourne, until 1984.  In that year the curator of the National Postal Museum, as 
it then was, visited Melbourne to attend the philatelic exhibition known as “Ausipex” .  As a result of his visit 
the hand-stamp was returned to the UK where it can be viewed, by appointment, at the British Postal Museum 
and Archive at Freeling House.  The silver band around the middle of the hand-stamp reads “First England to 
Australia/ Air Mail/ 8th Dec 1934” and the metal plate on the top of the box reads “FIRST/ENGLAND TO 
AUSTRALIA/AIR MAIL/ 8TH DECEMBER 1934”. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
The photographs on this page were taken by the author during a visit to the British Postal Museum and 
Archive in December 2012. 
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When was Haifa Harbour replaced by the Sea of Galilee in 1931/32? 
 

By Robert Clark 
 
Before October 1931, the Imperial Airways African and Indian air mails were flown together to Egypt where 
they were then divided.  From flight IE 134 that left Croydon on 17th October 1931, the Indian and African 
air mails left on different days and the Indian mail was no longer via Egypt.  
 
The cover in Figure 1 is postmarked in Liverpool on 16th October and was flown on IE 134. It is addressed to 
Tiberias where it was backstamped on 21st October.  It also has a transit mark dated 20th October, but there is 
virtually no inking on the town name although the last letter is a clear uninked impression of an ‘A’.  I assume 
that it is Haifa.  (A similar, but clearer Haifa backstamp of 20th October is shown in an ‘Airmail Collector’ 
auction of October 2012 on a Belgian acceptance for the IE 134 service that was addressed to Haifa.) 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 1: Cover flown UK – Palestine in October 1931 
 
According to Walker [1], the route was London – Paris by HP-42 airliner, Paris – Brindisi by rail, Brindisi – 
Athens – Castelrosso – Haifa by Short Kent flying-boat, Haifa – Tiberias by car and Tiberias – Karachi by DH 
66.  (The car journey was by the Nairn Transport Company, famous for their Overland Desert Mail Service.)  
Peter Wingent [2] shows that the Kent flying-boat Satyrus on IE 34 left Athens on 20th October and 
connected with the DH 66 City of Baghdad that left Galilee (Tiberias) later that day although the timetable [2, 
3] shows that an overnight stop in Galilee was scheduled. 
 
It therefore seems clear that the mail on IE 134 was flown from Athens to Haifa. However, the Imperial 
Airways Winter 1931-32 timetable [3] does not mention Castelrosso or Haifa as stops on the route from 
Athens to Galilee although it does show Castelrosso on the accompanying map. Indeed, it indicates that the 
flying-boat flew through to Galilee.  Proud lists information from this timetable, but with added details [4].  
(In the following, Galilee and Tiberias are alternative names for the same place.) The timetable image [3] has 
an arrival time in Galilee of 16.15 while Proud gives an arrival of 16.15 in Haifa and 19.15 in Tiberias.  For 
the return journey, the timetable image [3] has an arrival time in Galilee of 15.00 and the flying-boat leaving 
there the next morning at 07.00 while Proud shows an arrival time in Tiberias of 15.00, Haifa at 18.00 and a 
departure from Haifa at 07.00 the next morning.  Proud also lists arrival and departure times at Castelrosso 
which are not in the timetable image. 
 
I am always intrigued when contradictory information is given and so I have looked at other contemporary 
accounts. The December 1994 issue of the ‘IA Gazette’ reproduces an article from the October 1931 issue of 
‘Air and Airways’ that states: 
 

‘… carry the Indian air mail, but after leaving Athens it will be flown via Cyprus direct to the new airport at 
Haifa …’ 
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A 1954 edition of ‘Flight’ gives a record of Imperial Airways events which includes for October 1931: 
 

‘… to Athens by air, where routes became; to India via Castelrosso – Haifa by air, Haifa – Tiberias by car 
and Tiberias – Karachi by air.’ 
 
However an online article at: http://archive.jta.org/article/1931/10/14/2792060/tiberias-becomes-important-
station-on-imperial-airways-route-to-india refers to a report from the ‘Jewish Telegraphic Agency’ of 14th 
October 1931 that states: 
 

‘… Mr Fred Montague, the Under-Secretary for Air in the late Labour Government, who was largely 
responsible for the arrangements, writes in an article in the “Evening Standard”.  Flying-boat passengers by 
way of Athens, Castelrosso and Cyprus, he says, will alight on the Sea of Galilee to join land planes at 
Semakh, three miles away. 
Instead of the Sea of Galilee, he explains, it had been hoped to use the harbour at Haifa, but much dredging 
will go on there for a year or two.’ 
 
The following report appeared in several Australian newspapers on 21st October 1931: 
 

‘Jerusalem, October 20: The London – India air mail, which previously proceeded via Egypt, for the first time 
passed through Palestine, the seaplane alighting on the Sea of Galilee.’ 
 

A similar report in the ‘Straits Times’, Singapore of 28th October 1931 stated: 
 

‘The seaplane landed safely in the Sea of Galilee at 4.30 p.m.’ 
 
A ‘Pathe Newsreel’ dated 26th November 1931, available at: http://www.britishpathe.com/video/on-the-sea-
that-our-saviour-knew/query/Lake shows an Imperial Airways flying boat landing on the Sea of Galilee for 
the first time.  That could of course have been a survey flight. 
 
Further information is given in an article in the New Zealand ‘Auckland Star’ of 11th February 1932 which 
has the following article headed “Air Service to Tiberias”: 
 

‘The little town and harbour of Tiberias, on the Sea of Galilee, 700 feet below sea level, is now for the first 
time brought into regular high-speed communication with the outside world by the regular visits of big British 
flying boats on the Imperial Airways England – India service.’ 
 

The ‘Evening Post’ of Wellington on 27th September 1932, prints an article dated ‘London 12th August’ 
which includes the statement: 
 

‘The Imperial Airways flying-boats operating on the Mediterranean sections of the India air route now 
actually alight on the Sea of Galilee …’ 
 
It would therefore seem that Haifa Harbour was used initially on the new service, but was replaced by the Sea 
of Galilee (aka Lake Galilee or Lake Tiberias) as the flying-boat arrival/departure point in early 1932. 
 
From service IE 160 which left Croydon on 16th April 1932, the stop at Castelrosso was replaced by stops at 
Rhodes and Limassol (Cyprus).  Walker [1] still refers to the Brindisi – Haifa section of the service and that it 
was flown by Kent flying-boat Sylvanus although the Imperial Airways Summer 1932 timetable showing the 
new route does not mention Haifa.  The cover in Figure 2 is postmarked in Limassol on 19th April 1932, is 
addressed to Jaffa and has a Tiberias transit mark on 19th April.  According to Peter Wingent [2], Sylvanus 
left Athens on 19th April and arrived in Galilee later that day and so the dates fit.  However, there is again the 
question of whether or not the flying-boat stopped at Haifa. 
 
The Cyprus service did not last long and from service IE 184 which left Croydon on 1st October, the route 
reverted to being via Castelrosso with the stops at Rhodes and Limassol being dropped. At the same time the 
route from Basra to Gwadar via Persia was changed and was now via Bahrein and Sharjah [2]. The cover in 
Figure 3 is postmarked in London on 1st October and is addressed to Bahrein where it was backstamped on 
7th October and so was on this flight. 
 
According to Walker [1]:  
‘… on October 12, 1932, the landing at Haifa was eliminated, as was the overland car journey from Haifa to 
Tiberias, and the Short S.17 Kent flying-boats flew inland to alight on the waters of Galilee, some 680 feet 
below sea level.’ 
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Unfortunately, Walker does not give references and I have not been able to find support for his date of when 
Haifa was replaced and the information presented above suggests that it was earlier than 12th October. 
Perhaps some members of the IA Study Group can give more information on this. 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
Figure 2: Cover flown Cyprus – Palestine in April 1932 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 3: Cover flown London – Bahrein in October 1932 
 
 

From service IE 199 which left Croydon on 14th January 1933, the Indian route was again via Egypt and so 
both Haifa Harbour and the Sea of Galilee ceased to be involved [2].  
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An air mail article from 1969 
 

By Stan Wheatcroft 
 
 

AERIAL MESSENGER 
 

Journal of the Aero Philatelic Club 
Founded 1923 London 

Volume 2 February 1969 (No. 11) 
 

“GOLDEN JUBILEE OF HISTORIC FLIGHTS FROM ENGLAND TO EGYPT AND INDIA 
 

 In 1918 Air Vice-Marshal A.E. Borton (then a Brigadier-General) piloted a Handley Page O/400 
bomber from England to Egypt and then to India. 
 
 This is the first time an aircraft had flown from England to a destination outside Europe. 
 
 These historic flights by Air Vice-Marshall Borton have not received the recognition they justly 
deserve, taking place as they did along what is now one of the great air trunk routes in the world. 
 
 For this reason The Aerophilatelic Club organised a reception at the British Museum with the co-
operation of Handley Page Ltd. and the British Museum Trustees, on November 30th, 1960. 
 
 Air Chief Marshal Sir Walter Dawson, chairman of Handley Page Ltd presented a testimonial on 
behalf of The Club to Mrs. D.O. O’Sullivan, who deputised for her brother, A.V.M. Borton who was down 
with ‘flu.’ 
 
 Amongst those present being our President – P.H. Robbs, our two Life Vice- Presidents – H. Eric 
Scott and Francis J. Field, the president of International Jetstream Corporation, U.S.A. – Mr. W. Plelan, and 
Group Captain R. ‘Jock’ Halley who flew the 4-engined H.P. V/1500 through to India shortly after Borton’s 
flights. 
 

THE EARLY ACHIEVEMNTS OF 
AIR VICE-MARSHAL A. R. BORTON, CB, CNG, DSO, DL. 

 
In 1911, Lieut. A.E. Borton of the Black Watch was on leave from India and was one of a crowd 

gathered at Dover in the hope of seeing some flying by European aviators who were taking part in the “Circuit 
of Europe” races.  The pilots had done their flying in the morning as was customary in those days and their 
aircraft had been put away.  Two officers from the R.N.A.S. at Eastchurch volunteered to fly over Dover and 
give demonstration flights during the afternoon for the benefit of the disappointed crowd.  Their names, 
Longmore and Samson, were destined to become famous in aviation history. 
 
 Borton was so impressed that he went to the Bristol Aeroplane company on Salisbury Plain to find out 
how to fly.  They said that all that was required was £75 and they would do the rest.  His father provided the 
money and Bristol did their part so that Borton was able to complete the flying tests required and was awarded 
Pilots Certificate No. 170 on the 10th January, 1912, four days before he was due to return to India. 
 
Borton’s next home leave was in December 1913 and he then applied to be transferred to the Royal Flying 
Corps.  He was put on the second course to be run by the Central Flying School at Upavon and was then 
posted to No. 5 Squadron, Gosport. 
 
He used to occasionally fly home and to circle a field near his father’s house, three times, to enable a man to 
get out and keep guard on the machine when he landed.  After one such visit Borton’s father had a plaque 
made which now hangs on a shed and reads: 
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Capt. A.E. Borton of the Black Watch and R.F.C. with his brother of the King’s Royal Rifles as observing 
officer, sons of Lieut.-Col A.C. Borton of Cheveney, Hunton landed on this ground in a Henry Farman biplane 
during a reconnaissance from Brooklands, Surrey on Christmas Eve, 1914. 
 

Borton saw service in France and towards the end of the 1914-18 war became the Officer 
Commanding the Palestine Brigade of the R.F.C.  In this capacity he came back to England to ask for a 
Handley Page 0/400 Bomber to be added to his command.  This was at first refused because such planes were 
much in demand for the Western Front.  However Borton finally got his way and decided to fly the machine to 
Cairo to demonstrate the possibility of ferrying planes and spares to the Middle East quickly and without the 
danger of losses from submarine action. 
 
 For the journey spares had to be sent ahead and a new landing ground made on the island of Crete.  
Borton went to Cranwell, meeting his second pilot Major A.C.S. Maclaren and two mechanics Sergeants 
Goldfinch and Francis.  They were instructed in flying a 0/400 but a new plane was collected from the factory 
by Borton who flew it to Manston, whilst waiting for news that arrangements along their route had been 
completed.  On the 26th July they left Manston for Paris and their log was:- 
 
28th July Manston-Paris 
29th July Paris-Lyon 
30th July Lyon-Miramas 
31st July Miramas-Pisa-Rome 
1st August in Rome 
2nd August Rome-Vesuvius-Otranto 
3rd August Otranto-Crete 
4th-6th August In Crete waiting for a ship patrol to be arranged 
 for their route to Africa 
7th August Crete-Mersa Matruh-Aboukir 
8th August Aboukir-Cairo 
 

General G. Salmond, commanding the R.A.F. in the Middle East met the plane at Aboukir and flew in 
it to Cairo. 
 

The 2,600 miles flight was a military operation and was supposed to have been kept secret.  It has 
never received the recognition it deserves both for the distance covered and the fact that it was the first 
occasion an aeroplane had left England for a destination outside Europe and was therefore an important 
milestone in the history of British Aviation. 
 
 The H.P. 0/400 was kept in Cairo until a suitable opportunity arose to use it in action in a manner best 
calculated to affect the course of the war in Palestine.  The chosen moment was dictated by an urgent plea 
from Laurence of Arabia for action to prevent the German Air Force from bombing the Emir Faisal’s troops.  
Borton decided to add two fighters to Laurence’s forces and bring up supplies for them in the 0/400.  So 
Borton, with Ross Smith as co-pilot, flew the plane up past the German aerodrome at Deraa with an escort of 
Bristol fighters and landed in the desert at an agreed point.  As Laurence rode out to meet Borton’s plane an 
excited Arab told him that they had won the war because “the largest aeroplane in the whole world has come 
to help us”. 
 
 Later when Allenby’s offensive opened the 0/400 attacked telephone exchanges at Tul Keram and 
Nablus which handled German messages.  The 112 lb. bombs put the exchanges out of action at a critical 
moment when the main battle was about to begin. 
 
 When the war ended General Salmond made a tour of the extensive Air Force Command and Borton 
arranged for a flight to India.  Another 0/400 had been flown out from England by Maclaren to carry on the 
work of reconnaissance and bombing which was being done plane by C.9861.  With Salmond and Borton 
went Ross Smith and Sergeants J.M. Bennett & W.E. Shiers. 
 
The Reconstructed Flight Log being:
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29th November Cairo-Ramleh ) 400 miles 5hrs.  45mins. 
30th November Ramleh-Damascus )            
1st December Damascus-Baghdad  495 miles 6hrs. 50mins. 
4th December Baghdad-Basra ) 
5th December Basra-Bushire ) 480 miles 
6th December Bushire- Bandar Abbas  400 miles 12hrs. 
7/8th December Repairing undercarriage 
9th December Bandar Abbas-Charbah  300 miles 3hrs. 20mins. 
10th December Charbah-Karachi  490 miles 6hrs. 
11th December Karachi-Nasirabad  230 miles 6hrs. 50mins. 
12th December Nasirabad-Delhi  370 miles 6hrs. 15mins. 
17th December Allahabad-Calcutta  480 miles 5hrs. 30mins. 
 
There is some doubt whether the Cairo-Baghdad stage was flown in one day on 30th November as the times 
reports of the 4th and 13th December contradict one another on this point.  Borton thinks that General 
Salmond was brought from Cairo to Ramleh (Borton’s headquarters) and the flight proper started from 
Ramleh.  This could also explain the doubt as to the plane used for the flight was C9681 which might have 
been used for the Cairo-Ramleh stage only; the newer plane being saved at Ramleh for the main flight. 
 
 It has been said that the origin of the idea for Borton & Ross Smith flying to Australia was in reply to 
Borton’s promise to take Ross Smith to see the Calcutta Cup; Ross Smith said “Then after that let us fly on to 
Australia and see the Melbourne Cup” and it is a fitting epilogue to this story to recount in Ross Smith’s 
words the part played by Air Vice-Marshal Borton in subsequent events. 
 
 “On our arrival in India General Borton communicated with the Air Ministry and asked permission to 
charter a steamer to enable him to proceed to Australia to explore the route and arrange suitable landing 
grounds. (This permission was given on the understanding that the Treasury would not have to find any 
money for it).  I was to accompany General Borton on this expedition as his staff captain and it was our 
intention after surveying the route to return to India, join up with our machine and continue the flight to 
Australia over the established course.  The Indian Government placed at our disposal the R.I.M.S. Minto.  
This time we carried no petrol.  The expedition was rewarded with splendid success during the period of three 
months we were engaged in it.  We visited Burma, the Federated Malay States, the Netherlands Indies, Borneo 
and Siam.  Upon our return to India we were chagrined to find that our machine had been taken up to the 
north-west frontier to participate in a bombing offensive against the Afghans, and had been crashed in a storm.  
(Note: it was not crashed but it was wrecked whilst tethered on the ground at Lahore).  However, our heart 
pangs were mitigated when we learned that the Australian Government had offered a prize of £10,000 for the 
first machine manned by Australians to fly from London to Australia in 30 days. 
 
 Shortly afterwards General Borton was instructed to return to London by sea to report on the route.  
This opened up the avenue of transport for myself and my two mechanics. 
 
 General Borton was very keen to join in the flight to Australia but not being an Australian he was 
debarred from entering the competition.  He very kindly approached Vickers Limited and asked them if they 
would supply a machine for this flight.  At first they refused to do this, but after General Borton pointed out 
that I had already done a considerable amount of long distant flying and had been over nearly the whole route 
as well as assisted in pioneering it, they finally consented.” 
 

 

Left: 
Air Vice-Marshal A.E. Borton. 
 
 
Right: 
A HP 0/400. 
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The British trans-Atlantic service, 1940 
 

Material provided by John Symons 
 

John has discovered that it is possible to download documents directly from The National Archive website.  Two 
examples relating to the British trans-Atlantic service follow.  However, he says that it is difficult to locate the 
documents and he seldom finds the same ones when he visits the site for a second time!  I too have had the same 
experience.   
 
John has retyped the two documents, which are Ref.: CAB 67/5/30 and are reproduced with permission © 
National Archives. 
 

THIS DOCUMENT IS THE PROPERTY OF HIS BRITANNIC MAJE STY’S GOVERNMENT 
 

SECRET. 

W.P.(G)(46) 80.  COPY NO. 13 

13TH MARCH, 1940.   
WAR CABINET. 

TRANSATLANTIC AIRMAIL SERVICE. 

Joint Memorandum by the Minister of Information  
and the Post Master General.  

1. While we do not, in view of the urgency of Servi ce reasons, raise 
any objection at this juncture against the Secretar y of state for Air's 
proposal to withdraw for Service uses the aircraft which would otherwise 
have been available for a resumption this summer of  a British North 
Atlantic Air Service, nor to make any definite repr esentations, we would 
like to submit our point of view and our concern. 

2. We believe that it is of particular value in the  present state of 
affairs to develop to the utmost all links between Great Britain and 
North America, of which the Transatlantic Air Servi ce is an important 
one. The partnership between the U.S.A., the U.K, C anada and Eire, which 
has been responsible for the North Atlantic Air Ser vice, was not merely 
of great intrinsic value. but was significant as a symbol of the friendly 
collaboration obtaining between kindred democracies . 

3.  Considerable prestige for Britain can be obtain ed from an effective 
share in the Transatlantic Air Service and we feel that great propaganda 
advantage could have been obtained thereby. Moreove r the display of 
British News and Pictures in the North American Pre ss, as compared with 
that of German ones, depends largely on relative sp eed of transmission, 
so that this country could be losing an important p ublicity advantage if 
a speedy British Air Mail Service direct from the B ritish Isles to North 
America were long absent. 

4.  We are also impressed with the importance of th e regularity and 
safety as well as speed which would characterise a British Air Mail 
Service across the Atlantic and with the postal sig nificance of these. 
The good will of American Commercial and Press Repr esentatives, which it 
is its constant interest to cultivate, is as much d ependent on optimum 
postal facilities as on any other single factor.  

5.  The Clipper Service working from Lisbon is sche duled to leave on 
Sunday and Wednesday mornings. Owing to the refusal  of permission to fly 
over Spain the Sunday connection leaves London on F riday afternoon by air  
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to Paris, thence by surface to Lisbon.  The Wednesd ay service leaves 
London on Monday and goes by Air France via Marseil les and North Africa. 
The Service is moat irregular. The average time fro m London to New York 
is 10 days and Mails have taken 29 days. Part of ou r Mail has several 
times not been taken aboard, but left to accumulate  at Lisbon.  

6.  The North Atlantic Service of last summer, thou gh only operating for 
two months, carried on the average 750 lbs. mails, representing about 
20,000 postal packets, and was being increasingly u tilised.  

7.  The United States Air Mail is considered to be of greater importance 
in War than in Peace time since it should provide a  forty eight hour 
service as compared with 7 – 9 days by sea and is u sed in the duplication 
of important documents. Moreover, War conditions ma ke the surface Mails 
intermittent and unreliable. 

8.  We think it right that our point of view should  be available and 
on record at the time the Cabinet considers the Sec retary of State's 
proposal.  

We greatly regret that the British Air Service acro ss the Atlantic 
will not continue this year.  

We strongly hope that this service will be resumed whenever 
practicable.  

(Initialled)  J.C.W.R.  
 G.O.T.  

 
 
Richmond Terrace, S.W.1. 
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THIS DOCUMENT IS THE PROPERTY OF 

HIS BRITANNIC MAJESTY’S GOVERNMENT.  

COPY NO. 56 

SECRET 

WP (G) (40) 193.  

22 July 1940.  

WAR CABINET. 

BRITISH TRANSATLANTIC AIR SERVICE  

MEMORANDUM BY THE POSTMASTER GENERAL. 

 The re–establishment of a British Transatlantic Air  Service 
would have considerable value from the point of vie w of British 
prestige, particularly in America, as already evide nced by the 
prominence given to the subject in the Press. 

 There would be considerable advantages from the ca rriage of 
mails by such a service. 

1.  The present Transatlantic Air Mall Service is p rovided by Pan-
American Clipper flying boats between New York and Lisbon and a 
British service provides a connecting link between Lisbon and the 
United Kingdom twice a week. At the best the time o f transmission 
from London to New York is 2 days; but the connecti on at Lisbon is 
uncertain as the Clipper frequently leaves one or t wo days behind 
schedule, and mails are, moreover, liable to be lef t behind there 
through lack of capacity on the Clipper Service. 

 During the past two months the average time of tra nsmission of 
air mails from London to New York has been 5 days: by the British 
service transmission to New York within 1½ days wou ld normally be 
assured. The saving in time would be particularly v aluable for 
urgent official mail. It should be borne in mind th at in reckoning 
times of travel to the United States we have the ap parent advantage 
of East to West transit. 

2.  Payment is due to be made in gold francs to the  United States 
for United Kingdom Mails by the Clipper Service at the rate of 
about £240,000 a year. Only a portion of the 1,800 lb. of mail at 
present sent each week by the Clipper Service could  be transferred 
to the British service, but so far as the mails wer e so transferred 
out-payments to the United States would be saved an d the purchase 
of dollar exchange would be avoided. 

3.  The proposed British service would be of specia l benefit to 
Canada and Newfoundland, which would be served en r oute, whereas 
correspondence for these countries sent by the Clip per Service has 
to be sent via New York and forwarded thence by air  or surface 
transport.  

(Initialled) W.S.M. 

GENERAL POST OFFICE 

22 July, 1940.  
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The joy of publishing 
 

By Ed Wolf 
 
Shortly after I had finished my first book on the “Old Carthusian,” I was contacted by Sue Burn who informed 
me that she had a cover not listed by me. That was the first good response and I have since added Sue’s cover 
to the list and amended the total count of covers flown accordingly. 
 
The main theme of the book, other than describing the journey in detail, was to “set the record straight” after 
so many had taken a wrong turn along the way. 
 
I then had a correspondence with Laurence Kimpton who was able to point out that he had another two covers 
not mentioned in the book so again I adjusted the numbers and made a note of what Laurence had added to the 
store of knowledge. 
 
In a further correspondence Laurence kindly sent me a copy of a cover - the point of this story. When I wrote 
the book I was frustrated by the fact that most authors don’t supply the source of their information. One such 
author was the well known John Firebrace who added to what I had, by stating that MacLaren was assisted by 
the Royal Navy engineers in getting off the ground after a landing near Ormara. There was no mention of such 
assistance in the report by MacLaren himself nor by MacEwen his passenger or his co-pilot  Captain Robert 
Halley. What was the source of this additional information? Laurence's illustration of the cover provided the 
answer. 
 

 
Gordon Anstee in an interview with Capt. Halley some 50 years after the event made mention of a specific 
cover that had been carried in Halley’s pocket having missed being loaded in the mail bag when they took off 
from Bandar Abbas. This was a cover said to be addressed to Major Carroll’s son in Mussoorie, India. Now 
Major Carroll is known to have put up both General Borton and General Salmond when they made their Cairo 
to Delhi trip in November - December 1918. At Bandar Abbas for whatever reason Carroll acted as host and 
asked Salmond and Borton to sign two covers which he addressed to his wife at Mussoorie. They complied 
and both of those covers are currently in the philatelic market. So we can at least establish that Carroll was at 
Bandar Abbas and any cover he sent would  have commenced from that spot. 
 
Back to the cover to his son. This cover according to Laurence Kimpton appeared in 31 October 1985 at the 
Phillips Sale as lot 743 and because they illustrated it, he was able to make a decent copy of the illustration 
and sent it to me to try and work out what other information there was on it. 
 
Because I had a good knowledge of the event by now it was possible to transcribe most of the information as 
shown below. At some later stage Carroll retrieved the cover which was actually addressed to Miss Betty 
Carroll who would appear to be his daughter rather than his son but nevertheless it was likely to be an 
offspring.  He also wrote its history on it. 
 



26         June 2013 (Issue 43)        Imperial Airways Gazette 
 
 

There are two distinctly different styles of handwriting on the cover as can be seen,  but the interesting thing is 
the information that is recorded. We could well say that Carroll and the other writer, spoiled the cover by 
writing all over it but then he could do with it as he liked. 
 
My transcription attempt. 
 

Letter for my son (enclosed). 
............................................. 
 
This is the only letter carried all the way by air, as Lt.  Halley carried it in his pocket.  All other mails 
taken off by Crocket sent from Karachi.  Halley stayed with the plane & later managed to get plane to 
fly to Karachi P.T.O.  
 
The Carthusian (aeroplane) 
 
The Carthusian (aeroplane) flying from England to India arrived at Bandar Abbas S. Persia on 10th 
January 1919. Left Bandar Abbas on 11th Jany for Karachi but on the way developed engine trouble & 
came down at Charbar on Mekran Coast.  A cruiser was sent from Karachi to rescue the party. Took 
Major MacLaren & General MacEwen off but left one officer behind along with certain R.N. mechanics. 
A few hours after cruiser had left, other party left behind managed to get the engines working & with 
great difficulty took off. The ground being very bumpy & broken. The aeroplane eventually managed to 
reach Karachi a few hours before the cruiser had on the 17th January 1919.  The pilot who had this 
letter in his pocket & this plane to Karachi posted it in the Karachi P.O. on 17th January Pilot’s name: 
Lieut Halley ....... old: post  Note: So this envelope is the only one flown all the way to Karachi.  N.B. 
When the cruiser took Brig.General MacEwen & Major MacLaren on board they also took the bag of 
letters. 

 
For those who have read the log of MacLaren and  MacEwen it will come as a surprise to read that according 
to Major Carroll 
 

1. Crockett carried the mail - actually Sgt. Crockett stayed behind and thus did not carry the mail. 
2. Halley flew the plane - actually MacLaren flew the plane rather than Halley who was busy pumping 

fuel. 
3. The aircraft landed at Charbar – it actually landed near Ormara, 
4. MacLaren and MacEwen left the aircraft and came by cruiser to Karachi - actually MacLaren stayed 

with the aircraft as did Capt, Halley and they carried one mechanics Sgt. Smith. 
5. Mentions the help of the Royal Navy personnel – not mentioned by MacLaren who claims that his 

own mechanics fixed the engines. 

So now we know the source of Firebrace’s information. As Carroll was not present when the events he 
describes occurred, he must have received this information from someone else at a later stage and then 
recorded it for posterity on his own envelope.  Memory is a fickle thing and does not always reflect reality. 
 
I would sincerely like to thank both Laurence and Sue for helping unwind the various loose ends in the story. 
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Imperial Airways 
Early Days in Africa 

 

By John Symons 
 

Sometime in late January 1931 a number of Imperial Airways (IAL) employees arrived in Egypt, most 
probably Port Said, disembarking from the Nippon Yusen Kabushiki Kaisha (Japan Mail Shipping Line) 
steamer Fushimi Maru. They remained in Cairo for a couple of weeks before flying from Heliopolis to 
Khartoum. The aircraft which took them south would have been one or other of the two Short S8 Calcutta 
flying boats, the City of Khartoum or City of Salonica which were being pre–positioned at Khartoum. From 
there they would fly the final stages south to Mwanza. Amongst the personnel was one who made a 
photographic record of the flight both in the air and on the ground, a record which was added to in the ensuing 
months and years. Many of the photographs illustrate the life experienced by these employees of IAL in 
Egypt, Sudan and Central Africa. This life is portrayed, combined with the environment in which they 
worked, in the photographs reproduced below. 
 
The Flight South 
 

On the flight south a number of photographs were taken from the air on the stage from Cairo to Khartoum 
which clearly illustrate the hostile terrain over which the aircraft were expected to operate. It was certainly no 
place for land based aircraft in an emergency.  The sequence of photographs opens with one featuring the Nile 
where on one bank agriculture predominated.  Flying south this would have been the east bank. On the 
opposite bank cliffs rose steeply to a high plateau, with only a narrow strip of fertile land immediately 
adjacent to the river bank. 

Just how steep and rugged was this escarpment and the 
plateau above can be seen in the second photograph. 
As with the first, there is no record as to where these 
were taken, although the most likely locations are 
between Cairo and Luxor.  In this second photograph, 
the River Nile appears in the background, the aircraft 
at some point having crossed the river, no doubt to 
avoid following a loop in its flight south. It is 
impossible to use these photographs in conjunction 
with modern maps and satellite images to determine 
the locations illustrated given the extensive 
engineering works involved in the construction of 

additional dams and lock systems which have been 
undertaken since the photographs were taken. 
 
In the third of this sequence of photographs (above), 
the photographer provides the first invaluable clue, 
when he makes the positive identification the aircraft 
is flying over the Valley of the Kings, and therefore 
just to the north of Luxor, where IAL would land if 
requested, or as the timetable states ‘Calling by 
Arrangement’, or the alternative ‘If conditions permit 
and inducement offers’.   
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There seems to be no break in the arid landscape. The fourth photograph illustrates the continuous presence of 
the escarpment on the west bank of the Nile.  An interesting aside is the fifth photograph (below) where the 
City of Wellington is intercepted by a Fairy IIIF biplane of the Royal Air Force. This aircraft was probably 
serving with No. 47 Squadron at Khartoum. Note the different strut and bracing used on the two wing floats of 
the Calcutta. That on the port wing is mounted on two substantial formed struts, whilst that on the starboard is 
mounted on a much flimsier construction. This arrangement has been seen on other illustrations of the Short 
Calcutta1.  Does anyone know why this should be? 
 
The Calcuttas completed their initial flight at Khartoum, there to await the arrival of IAL’s inaugural service, 
flight AS1, due to arrive in the early afternoon of 7th March. On the following day the flight continued south 
with the scheduled departure of the City of Khartoum set for 05.05 hours for Mwanza! At this point the 
sequence of aerial photographs taken on the flight south from Cairo comes to an end. 
 
IAL Ground facilities 
 

If one is to believe IAL’s advertising no other airline then operating could match the comfort or elegance of 
their modern fleet of aircraft, and where stops were made at major cities passengers could expect to be 

accommodated in only the best of hotels.  The 
same could not said for the many calls made on 
the route across Africa.  A glance at the place 
names where landings were made would quickly 
make the passenger realise he or she was not 
going to find a first class hotel or dining room. 
On most days flying down through Africa the 
aircraft would arrive at a stopover at a 
convenient place for lunch. The two photographs 
below graphically illustrate the type of facilities 
provided. Although there is no indication of a 
menu that showing a laid table would seem to 
illustrate it was some form of packed meal given 

the box positioned by each seat. The photograph of the dining tent was at Aswan, but the location of the laid 
table was not identified, the photograph being entitled ‘Awaiting arrival of N/bound’ (northbound). 
 

 
 
Just as there were the facilities for dining, so there were rest houses at some stops. These on the whole were 
more substantial buildings and that at Wadi Halfa could well have provided overnight accommodation.  The 
left hand photograph below is of the Wadi Halfa rest house, while that on the right is that at Port Bell. The 
photographer made special mention of the stuffed crocodiles that were placed on the veranda. 
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First class facilities were to be found at other stopping places, such as Shepherd’s Hotel, Cairo2, where luxury 
and opulence were the expected. There can be little doubt where possible IAL provided the best available, but 
then that is what their passengers would expect. At other night stops en route to Mwanza there was nothing to 
match such magnificence as is apparent in the photographs that follow. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
The photograph on the left below is the hotel at Juba, whilst that on the right is the one at Khartoum. That at 
Juba has all the appearances of a barrack block, whereas the one at Khartoum is much more attractive, set in 
luxurious gardens, and more in keeping with the indigenous architecture. In the bottom right corner there 
appears to be what looks like a coach. Could it be taking passengers to IAL’s jetty prior to embarkation and 
departure? 

 
At most stops passengers would be taken to the aircraft by a launch, the property of IAL. The one at Juba is 
illustrated in the photograph below. In use it was fitted with a canopy, essential protection against the ‘mid-
day sun.’ 
 
 
 
 
 
 
 
 
 
 
 
These photographs, copied from two contemporary albums, illustrate a world apart from travel experiences of 
today. While flying in the 1930s, particularly over the more remote regions of the Empire, was not without its 
risks yet it had an appeal for its novelty, elegance and wherever possible, the ultimate in comfort.  The IAL 
fleet of aircraft may not always have been the most modern, or the fastest, but the company did pride itself on 
providing the highest quality of service wherever its aircraft flew.  
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The final photograph, above, shows the Short S8 Calcutta flying boat G–AASJ City of Khartoum being 
beached at Omdurman on the west bank of the River Nile.  It was there IAL had their operating base, 
complete with hangers and other maintenance resources. 
 
 
1 (see Desertblooms photographic portfolio <http://www.flickr.com/photos/39411748@N06/6119330785/>) 
 

2 http://www.filmapia.com/sites/default/files/filmapia/pub/place/shepherds.jpg 
 
 

 
An unusual first flight cover 

 

By Peter Wingent 
 
At first sight the cover illustrated below is simply a run of the mill commercial cover.  It has a General Post 
Office, Mauritius datestamp of 29 May 1937 and is franked at the 60 cents per 10 grm. ‘via South Africa’ rate.  
It was carried by the K.P.M. ship Houtman, which sailed from Port Louis on 30 May and arrived at Durban on 
5 June.  It would then have been placed aboard the I.A. flying boat Courtier which departed Durban at 10.39 
on 6 June and arrived Southampton at 14.28 on the 12th.  This was service AN453: the first northbound flying 
boat service from Durban.  This is the first item from Mauritius I have seen carried by AN453. 
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I.A. barometer post card 
 

Material provided by Duncan Crewe 
 
 

Duncan recently obtained this very unusual item of I.A. publicity and kindly sent scans of the front and 
reverse, which are shown below.   
 
Writing to me in March, Duncan said the sky has a distinctly pinkish tinge for rain! The routes on the back 
show that it dates to 1931 after the East African route had opened but before the South African extension was 
in operation.  When you read this in June I hope the pink will have changed to blue! 
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First East Africa service ~ mail to British Somaliland 
 

Material provided by John Symons and Bill Colley 
 

John Symons sent me scans of the front and reverse of the very unusual cover which is shown below.  It was 
flown on service AN1 and is franked at the 7d. per ½ oz. air mail rate to K.U.T.  John noted that on page 53 of 
Bill Colley’s “East African Airmails” book, first edition (page 42 of second edition) referring to the first East 
African service Bill wrote, “… surely one of the most unusual destinations for mail on this service was from 
the U.K to Shiekh, British Somaliland.  It has the transit mark of Kampala 9.3.31, then took six weeks to reach 
its final destination.” 
 
It can be seen that John’s cover is inscribed “C/o the Postmaster, Kisumu” and has two Kisumu backstamps; 
one of 10 March: the day of arrival of AN1, and the other of 26 March, most probably the day it was sent by 
train to Mombasa to connect with a ship to Berbera, where it arrived on 13 April. 
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I sent Bill Colley details of John’s cover and he kindly sent me a colour copy of the sheet showing his cover to 
Berbera, which is shown below.  It makes for an interesting comparison with John’s because it is inscribed 
“C/o the Postmaster Port Bell” and the Kampala backstamp of 9 March is the day of arrival of AN1.   
 

The routing inscriptions on both covers were followed by the postal authorities and it is interesting to note that 
whilst John’s cover remained at Kisumu for at least 16 days, the Berbera backstamp of 13 April shows it 
arrived there one week before Bill’s cover which has a Berbera backstamp of 20 April.  This cover remained 
at Kampala for four weeks and one day (Kampala datestamp of 7 April on front). 
 

Clearly both covers were sent by the same person and John and Bill would be very interested to know if other 
items are known.  I wonder if any were sent by the same person via C/o Postmaster Mwanza. 
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Imperial Airways timetables 
 

Material provided by Stafford Burnett-Hurst 
 
Stafford very kindly sent copies of two Imperial Airways timetables.  The first, dated March 1936, is shown in 
full.  For the second, shown on pages 40 and 41, I have shown only the front and back and the timetable 
because the other pages are common to both items.  Many thanks to Stafford for sharing these valuable and 
informative items with us. 
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Regarding the December 1934 timetable, shown on this and the next page, Stafford wrote, “Unfortunately the 
reference number on the back page was not copied.  It is underneath the line ‘Published by Imperial Airways, 
Ltd., London’ and reads ‘IA/ABC/81 100m 12/34 Stuarts.”  Stafford asks what does ‘Stuarts’ refer to? 
 
I should also point out that the date on the front cover reads only, “1 January.”  Unusually, the year is not 
given but it was 1935.  As such it provides the schedules for the first duplicate services on the African route. 
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