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Editorial 
 
Welcome to another edition of the I.A. Gazette.  It is with much sadness that I inform you of the death of one 
of our most enthusiastic members: Bryan Dudley-Stamp.  John Symons has written the obituary at the foot of 
the page. 
 
On a brighter note, I offer a very warm welcome to a new member John Wilson, who is a friend I have known 
for many years.  His main interest is in West Africa and he has spent the last six years researching in great 
depth the wartime trans-Atlantic services of P.A.A.  Very generously, he has allowed the results of his work to 
be downloaded to the West Africa Study Circle website (www.wasc.org.uk) and you do not have to be a 
member to view it .  For those interested in this area of aerophilately, I guarantee you will be amazed by the 
vast amount of information John has collated and explained in great detail and clarity.  John has contributed a 
unique and most interesting Gold Coast item to this issue of the Gazette – a flying start to his membership! 
 
Many of the past issues of the Gazette contained mostly articles related to the I.A. Eastern services so it is 
without apology that this issue has a strong bias towards the African services.  This came about by accident 
rather than by design.  I put contributions into the Gazette format as they reach me.  Sometime around the 
middle of February none had arrived so I thought I had better write something myself!  This resulted in the 
first article in this edition on service AN11. Then Stan and Duncan sent me items on IE617 and test covers, 
after which Duncan sent me a large amount of material which he had been given by Alan Slater, a member of 
Duncan’s local stamp society.  Alan had just become interested in aerophilately and had met Bryan Blay, 
whose grandfather was an I.A. engineer.  Bryan generously gave Alan and Duncan copies of his grandfather’s 
notes and log books.  This has resulted in a major article which greatly increases our knowledge of the 
running of African services AS1, AN1 and AN2.  We are lucky indeed to have been given access to this 
primary source material. 
 
Many of you will have read John Symons plea for contributions in the Editorial of the May edition of “Air 
Mail News.”  He said that his cupboard is bare and so is mine!  I beg for contributions in every editorial of the 
Gazette and must do so again.  I will simply point out that I have written 21 of the 38 pages of this edition but 
I do not have enough material to do this every time.  Please help me! 
 
Finally, I heartily thank Stan Wheatcroft, Duncan Crewe, John Wilson, John Berridge, John Symons and Ed 
Wolf for their contributions to this edition. 
 
 
 
 
 

Bryan Dudley Stamp 1929 – 2014  

Bryan Dudley Stamp died on 12th March 2014. He was one 
of our Cornish members, resident in Bude at Ebbingford 
Manor. Bryan had a myriad of interests including 
aerophilately, collecting material relating to Imperial 
Airways and the Empire Air Mail Scheme. He contributed 
on a number of occasions to the Gazette. 

But it is probably for his interest in local history that he will 
be best remembered, having jointly published a number of 
books on the subject. In particular he was keenly involved in 
the restoration of the Bude Canal, and a onetime trustee of 
the Bude Canal and Harbour Society. 
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Imperial Airways’ service no. AN11 
 

By Peter Wingent 
 

The story of I.A. service no. AN11 contains so many interesting and unusual aspects that I feel it is best to 
begin with their summary: 
 

� It was the first service to a new summer timetable which reduced the transit time from 9 to 7 days. 
� The Athens ~ Croydon section was changed from Athens to Paris by train, then by air to Croydon, to 

Athens – Corfu – Naples – Genoa by air, Naples to Basle by train, then Basle – Paris – Croydon by 
air. 

� Until this service, the Mwanza to Khartoum section had been operated by only two Calcutta flying 
boats: City of Khartoum and City of Salonica.  Due to a number of breakdowns, services had suffered 
delays, some very severe.  An additional Calcutta, the City of Athens, shown on the Nile at Kareima in 
fig. 1, was taken off the Mediterranean section and placed on the Mwanza – Khartoum section.  AN11 
was her first northbound service. 

� At Alexandria, the African mail was put aboard an Italian packet ship which carried it to Naples. 
� From Naples it was flown to Marseilles by the Air Orient Saigon – Marseilles service and from there 

was flown to Croydon by an Air Union service. 
 
I must now point out that the Corfu, 
Naples and Croydon entries for AN11 
given in my “Aircraft Movements, 
African Route” book are incorrect, as is 
the note under AN12 which states that, 
“From Alexandria, this service also 
carried mail from the delayed service 
AN11.”  This note should be crossed 
through.  I apologise, but in my 
defense, I obtained all the information 
used for this article long after the book 
was published way back in 1991. 
 
 
 
So the story of AN11 begins at Mwanza when the Short Calcutta, City of Athens departed on time to the new 
summer schedule on Tuesday, 19 May 1931.  “Lloyd’s List & Shipping Gazette” [1] records she flew to 
Kisumu on the morning of the 19th and departed the following morning, reaching Juba at 17.00.  She should 
have departed there at 05.00 on Thursday, 21st but she broke down (details unknown). 
 
Most unusually, AW Argosy City of Birmingham, operating service AS12, continued from Khartoum to Juba 
on the 23rd and then took over the AN11 service, flying back to Khartoum on the 24th, by which time AN11 
was 3 days late.  (The City of Athens operated the AS12 service, departing Juba 25th and arriving Mwanza 
26th after an overnight stop at Port Bell).  Inexplicably, the City of Birmingham did not leave Khartoum until 
the 26th, rendering the service now 4 days late.  She arrived Cairo at 10.30 on 27 May, from where the mail 
was sent the same day by train to Alexandria, a journey timetabled to take 3 hours, 20 minutes. The 
breakdown was first reported by the G.P.O., London in the P.O. Daily List of 30 May [2], shown in fig. 2. 
 
 
 
 
 
 
 
 
 
 
 

Figure 2 

Figure 1 
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From May to October 1931, the African and Indian services were timetabled to arrive simultaneously at 
Alexandria on Saturdays and the combined mail to depart for the U.K. on Sundays.  Mail from AN11 arrived 
Alexandria on Wednesday, 27th whilst Indian service IW112 arrived to schedule on Saturday the 30th.  The 
Alexandria P.O. must have deemed it more expedient to forward the AN11 mail, already 4 days late, by an 
Italian packet ship rather than to wait another three days for the Indian mail to arrive. 
 
A useful summary of the passage of AN11 from Alexandria onwards is provided in fig.3, being a letter [3] 
from D.O. Lumley of the G.P.O. to Dennis Handover of Imperial Airways, proposing to pay I.A. for carriage 
of the mails only from Mwanza to Cairo.  The statement that, “It would appear that the mails failed connexion 
with your seaplane at Alexandria,” puzzled me when I first read it but then I realised that the seaplane in 
question is the Satyrus, which left Alexandria on the 24th carrying the mail of Indian service IW111.  The 
AN11 mail should also have been aboard but as IW111 was running to schedule, and it would have been 
known at Alexandria that on the morning of the 24th the AN11 service was only about to leave Juba, the 
decision was taken not to delay IW111.  Hence, when AN11 reached Alexandria on the 28th, there was no 
aircraft available for the Mediterranean crossing. 
 
   
 
   
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 3 
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A translation of the letter from the Italian Post Office [4] referred to in Lumley’s letter is reproduced below: 
 

“Rome, 22 June 1931 
On the 31st May last the Office of Naples received the following air mails: 
 

 Juba for Paris gr. 1,200 
 Juba for London gr. 1,020 
 Khartoum for Paris gr. 60 
 Khartoum for London gr. 260 
 Wadi Halfa for London gr. 60 
 Malakal for London gr. 380 
 Kisumu for London gr. 23,230 
 Kampala for London gr. 7,900 
 Mwanza for London gr. 7,400 
 

  Total gr. 41,510 
 
As the mails were forwarded immediately to Marseilles by the Naples – Marseilles Air Line of the Compagnia 
Air Orient, I beg to ask you to refund to me the cost of air transmission involved thereby, which amounts to 
l.936.46.” 
There is a pencil note in brackets on the letter converting the cost in lira: “(say £11/10/-)”. 
 

During a recent visit to the Guildhall 
Library, I discovered that the only 
Italian ship recorded in “Lloyd’s List 
& Shipping Gazette” to arrive at 
Naples on 31 May from Alexandria 
was the Lloyd Triestino Line ship 
Ausonia. Therefore she must have 
been the ‘Italian packet’ referred to 
in the correspondence which carried 
the AN11 mail. Her voyage record 
card [5] states she sailed from 
Alexandria on 28 May. She is shown 
in fig. 4. 
 
 

On the morning after the arrival of the Ausonia (1st June) a CAMS 53, operating the Air Orient service from 
Saigon, called at Naples and the mail from AN11 was placed on board.  Nils Ramm-Ericson [6] records that 
the Beyrouth – Castelrosso - Athens – Corfu – Naples - Marseilles section of the service was operated by 
CAMS 53 flying boats.  One of these aircraft is shown in fig.5. 
 
In a letter from the Ministère des Postes, Paris [7], dated 20 June 1931 to the G.P.O., London, it was reported 
that the African mail which arrived at Marseilles via the Air Orient service at 11.30 on 1st June was forwarded 
from Marignane airport the same day by a Marseilles – Paris – London service which departed at 12.00, 
arrived Paris at 16.20 and London at 19.00.  I think this might well have been an Air Union service but I am 
not entirely sure.  This letter also 
requested payment from the British Post 
Office for the carriage of the AN11 mail 
from Marseilles to London by a French air 
service. 
 
The following extract is quoted from a 
draft letter [8] from the G.P.O., London, to 
the P.M.G., Nairobi, dated October 1931, 
but with a manuscript, “Not sent.”  From 
it we learn that the Italian and French P.O. 
claims for reimbursement were met and 
that I.A. were not paid for the Alexandria 
to London section of service AN11. 

Figure 4 

Figure 5 
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    “With reference to your letter enclosing the air mail account for the quarter ended 30th June, I am directed 
by the Postmaster General to say that credit for air transmission only as far as Egypt would appear to have 
been allowed for the air mails for London and Athens despatched from Kisumu and Kampala on the 20th May 
last.  The two mails for London appear to be among those which were conveyed from Naples to London by 
Italian [sic] and French air services.  Payment for this conveyance has been made by this Administration to 
the French and Italian Administrations, and the amount has been deducted from the sum due to Imperial 
Airways for transmission over the entire route from Kisumu and Kampala to London. 
    The mails now in question reached London on the 1st June, having received air transmission from Kisumu 
to Cairo and from Naples to London.” 
 
 
Three examples of mail carried on service AN11 are shown in figs. 6, 7 & 8, none of which have backstamps. 
 
 
Fig. 6 is a cover datestamped Kampala, 
20 May 1931 which was picked up at 
Port Bell by the City of Athens the same 
morning.  It is franked at the 60 cents 
per ½ oz. air mail rate to the U.K. 
which applied until 30 June 1931. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Fig. 7 is a cover datestamped Juba, 16 May 1931 which was carried by the City of Birmingham from Juba to 
Cairo. The 30 mils. franking = 10 mils. per 20 grm. ordinary postage + 20 mils. per 15 grm. air mail fee. 
 
 

 Figure 6  

Figure 7 
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Fig. 8 is a cover datestamped Khartoum, 
22 May 1931 which was carried by the 
City of Birmingham to Cairo.  The 
franking is the same as that on the Juba 
cover. 
 
 
 
 
 
 
Service AN11, carrying the three covers, 
arrived at Croydon on Monday, 1 June, 
having been due there on Tuesday, 26 
May.  Thus the first service to a new 
summer timetable, which was to reduce 
the transit time between Mwanza and 
Croydon from 9 to 7 days, arrived 6 days 
late. 
 
The itinerary of service AN11 is shown below.  It looks very different from the one given in my “Africa 
Movements” book and I apologise to those of you who have covers conveyed by this service and will now 
perhaps need to rewrite your sheets.  I hope you will agree that the new information which I have discovered 
in the intervening twenty three years since my book appeared, provides an interesting and unusual story. 
 
FLIGHT NO. AN 11  
 

Mwanza dep.     ? 19 May City of Athens 
Kisumu arr.  a.m. 19 May City of Athens 
Kisumu dep.     ? 20 May City of Athens 
Juba arr. 16.15 20 May City of Athens 
Juba dep.     ? 24 May City of Birmingham 3 days late 
Khartoum arr.     ? 24 May City of Birmingham 3 days late 
Khartoum dep.     ? 26 May City of Birmingham 4 days late 
Wadi Halfa arr.     ? 26 May City of Birmingham 4 days late 
Wadi Halfa dep.     ? 27 May City of Birmingham 4 days late 
Cairo arr. 10.30 27 May City of Birmingham 4 days late 
Cairo dep.     ? 27 May Train 4 days late 
Alexandria arr.     ? 27 May Train 4 days late 
Alexandria dep.     ? 28 May Ausonia 4 days late 
Naples arr.     ? 31 May Ausonia         - 
Naples dep.     ? 01 June Air Orient Cams 53         - 
Marseilles arr. 11.30 01 June Air Orient Cams 53         - 
Marseilles dep. 12.00 01 June Air Union ‘plane         - 
Paris arr. 16.20 01 June Air Union ‘plane         - 
Croydon arr. 19.00 01 June Air Union ‘plane 6 days late 
 

(Number of days late on Naples – Paris section not given because I.A. service not normally routed that way). 
 
References: 
 

[1] Lloyd’s List & Shipping Gazette, 20 & 21 May, 1931.  Guildhall Library, London. 
[2] Post 43/76.  Post Office Daily List, 30 May 1931.  British Postal Museum & Archive, London.   
[3] Post 33/3303. East Africa direct airmail service. Introduction. British Postal Museum & Archive, London. 
[4] Ibid. 
[5] Voyage record card for the steamer Ausonia, held at the Guildhall Library, London. 
[6] Ramm-Ericson, Nils, Airmails of Siam, Part 3, p.172.  Published by the author, 2nd edition, 2003. 
[7] Post 33/3303. East Africa direct airmail service. Introduction. British Postal Museum & Archive, London. 
[8] Ibid. 

Figure 8 
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Imperial Airways’ service IE617 
 

By Bryan Stokoe 
 

The Short S.23 flying boat Coolangatta (G-AFBK) left Southampton on the 9th January 1938 to cover the 
section of the route to Brisbane as far as Karachi where it arrived one day late. Apparently it encountered very 
bad weather over the Adriatic and sheltered at Corfu, arriving at Athens late and failed to make up the time 
before Karachi. The mail was unloaded there and transferred to the Armstrong Whitworth Atalanta VT-AEG 
Aurora which belonged to the Indian Trans Continental Airways who bought the aircraft from Imperial 
Airways in 1934.  This Company was responsible for the carriage of mail for Imperial Airways across India as 
far as Calcutta. The route from Karachi went via Jodhpur to Delhi to Cawnpore to Allahabad and finally to 
Calcutta.  However on the way to Delhi, low cloud and heavy ground mist prevented the aircraft from landing. 
About thirty miles north-west of Delhi the Aurora attempted to land at Rohtak District and in landing badly 
damaged the undercarriage and was unable to continue to Delhi. The mail and the passengers were taken by 
car to Delhi and transferred to another aircraft for the onward journey. In Peter Wingent’s “Aircraft 
Movements on Imperial Airways’ Eastern Route, Volume 2”, Arethusa (another Armstrong Whitworth 
AW15, which was the original Atalanta and was purchased by I.T.C.A. in July 1933 and renamed Arethusa) is 
shown as arriving in Singapore on 17th January so it is assumed that it was this aircraft which took over the 
mail and passengers at Delhi and managed to arrive, still only one day late to hand on the mail etc. to another 
airline, this time Qantas. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Sandford lists this “Interupted Flight” as 380115 and in his write-up quotes from Lloyd’s Weekly Casualty 
Reports of 11th February 1938 and ends up stating that “No mail is known in collectors hands.”  The mail 
arrived in Brisbane on 21st January on board the DH86 Melbourne and would have been quickly put into the 
postal system. The cover above is postmarked London, 6th January 1938 and was backstamped in Sydney on 
the 22nd. 
 
 
Editor’s note:  I have looked at the I.A. aircraft movement chart for January 1938 which shows that, as Bryan 
surmised, the Arethusa took over the service from Aurora.  She left Delhi two days late on the 16th but by 
making only one night stop at Rangoon, instead of the scheduled two at Calcutta and Bangkok, she arrived at 
Singapore only one day late.  Interestingly, the chart also shows that Arethusa took off from Delhi at 04.25 on 
the 16th but then returned and took off again at 04.55.  The reason for the return is, unfortunately, not given.  
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Some unusual test covers 
 

By Duncan Crewe 
 

I have recently acquired a number of Imperial Airways Test covers amongst which were the three detailed 
below: 
 
Service diverted via Malta during the Greek rebellion March 1935 (Fig. 1): 
 

The cover left Croydon on 6 March on board Horatius, operating AS 220. It was railed from Paris to Brindisi 
where it arrived on 8 March and was forwarded by Satyrus.  Because of the uncertainty caused by the 
situation in Greece, the aircraft was diverted via Malta where it made an overnight stop on 8 March. It 
continued to Alexandria next day from where Hannibal flew the cover to Wadi Halfa on 10 March. The 
reverse of the cover has a dated arrival cachet of Imperial Airways Wadi Halfa as shown in Fig 2.  [Editor’s 
note: this is the first time an example of the I.A. Wadi Halfa cachet has been recorded in this magazine.  
Without doubt it is a very scarce mark]. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
              
 

Figure 1 
 
 
 
 
 
 
 
 

Figure 2 
 
Test letter to Colombo by the special Tata Christmas flight December 1936 (Fig. 3): 
 

The second cover was sent as a test letter on the special Tata Sons Christmas extension to Colombo of the 
Karachi - Madras service. The cover left Croydon on 16 December on board Heracles operating IE 506. 
Unfortunately  Satyrus  on the Mediterranean sector and Hanno encountered further weather delays en route 
to Karachi so the mail arrived there a day late on 22 December after the Tata flight had already left. However 
the Indian airline made a special flight from Ceylon to Madras on and back on Christmas Eve to pick up the 
delayed mail and fly it on to Colombo. The cover received a Colombo arrival cancel on 24 December. 
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Figure 3 
 

 
 
First service flight by an Empire flying boat between Brindisi and Alexandria (Fig. 4): 
 

The third test letter was flown on the first service flight by a C Class flying boat between Brindisi and 
Alexandria. This was AS 392. The cover left Croydon on board Heracles on 30 October. Having been railed 
from Paris to Brindisi it was flown on from there to Alexandria on 2 November by Canopus, the first time that 
a C Class flying boat had operated a commercial service to Egypt. The endorsement on the cover shows that it 
was expected that this sector would have been flown on 1 November but the movement chart shows that the 
flight departed late for unspecified reasons. The cover received an Alexandria back stamp on 2 November. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
        Figure 4 
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Two I.A. services delayed by malaria! 
 

By Peter Wingent 
 
Whilst browsing through various books looking for information relating to I.A. services in 1931, I came 
across a very interesting quotation in a book by Robert Bluffield [1].  I was surprised that I had missed it 
before because it provides reasons, unrecorded elsewhere, for delays to two more services in 1931. 
 
The quotation is from the diary of Major Herbert G. Brackley who was Imperial Airways’ Air Superintendent 
and is taken from an entry dated 24 July 1931.  This was after a long period when the East African services 
had suffered delays regularly.  It reads as follows: 
 

“Only this morning when we thought everything was going well again, there comes a signal stating that 
Lumsden, the pilot of the southbound service, has gone sick at Malakal and the service is held up; Egglesfield, 
on the northbound service has an engine seized at Khartoum.  Another pilot went sick at Kampala last week – 
the usual trouble out here, malaria ….. These fever stricken countries are most trying and in spite of all the 
medical care and precaution there seems to be no way out once a wretched mosquito has bitten one, or an 
animal for that matter.  The tribes from Malakal southward are chock-full of malaria and disease and 
abortion and infant mortality is high.  If only they could exterminate the mosquito – but that seems impossible 
where stagnant water lies in such huge areas such as the Sud.” 
 
Brackley mentions three services which experienced problems but I can identify only two which suffered 
delay.  These are AN19 (“pilot went sick at Kampala last week”), and AS21 (Lumsden sick at Malakal).  The 
third service (Egglesfield engine seized at Khartoum) must have been AN20 which arrived at Khartoum on 
the 23rd, operated by the Calcutta City of Salonica.  However, the Argosy City of Wellington departed to 
schedule on the 24th so the engine seizure must have applied to the City of Salonica.  Certainly from known 
aircraft movements she did not depart again from Khartoum until she operated AS22 on 30 July. 
 
Since writing my I.A. Africa Movements book [2] in 1991, I have obtained far more complete data for the 
aircraft movements on services.  That for AN19 is as follows: 
 
FLIGHT NO. AN19  
Mwanza dep.     - 14 July C.Athens 
Kisumu arr.     - 14 July C.Athens 
Kisumu dep.     - 15 July C.Athens 
Port Bell arr. 15.45 15 July C.Athens 
Port Bell dep. 08.55 16 July C.Athens 1 day late 
Malakal dep. 05.15 17 July C.Athens 1 day late 
Cairo arr. 18.15 18 July C.Glasg. 
Alexandria dep. 05.55 19 July Sylvanus 
Corfu arr. 18.15 19 July Sylvanus 
Corfu dep. 06.00 20 July Sylvanus 
Genoa arr. 15.00 20 July Sylvanus 
Basle dep. 08.30 21 July Achilles 
Paris arr.     - 21 July Achilles 
Paris dep. 11.40 21 July C. Liverpool 
Croydon arr. 14.01 21 July C.Liverpool 
 
The movements show clearly the delay at Port Bell awaiting the arrival of a relief pilot.  It is unfortunate that I 
was unable to find any returns for places between Malakal and Cairo but that section was flown in two days, 
instead of the scheduled three and thus the City of Glasgow arrived at Cairo only 2 hours, 35 minutes late. 
 
Also of interest is that it was the first northbound service to be operated by both the Short Kent Sylvanus and 
the Avro Ten Achilles. 
 
A cover carried on AN19 is shown in fig. 1.  It was posted at Kampala on 15 July, the datestamp is timed at 
10AM.  Had the service left Port Bell at its scheduled time of 09.30 on Wed., 15th, the cover would have 
missed it.  It is franked 65 cents, which is the rate from K.U.T. to the U.K. introduced on 1 July 1931, when it 
was increased from 60 cents per ½ oz. 
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A cover flown by service AS21 is shown in 
fig. 2 and the backstamps in fig. 3.  It was 
posted at Croydon on 17 July 1931. AS21 
was the service on which Capt. Lumsden 
was taken ill with malaria at Malakal, 
causing a delay of three days.  The delay is 
noted in my book but I am now able to 
provide the far more complete itinerary 
shown below.  After arrival at Kisumu, the 
cover was sent by train to Nairobi.  It is 
franked at the 7d. per ½ oz air mail rate to 
K.U.T. 
 
Apart from the delay, the returns in 
“Lloyd’s List” have revealed that the Avro 
Ten Achilles was employed on the Paris – 
Basle section of the service for the first 
time. 

 
 
 
 

 
FLIGHT NO. AS21 
Croydon dep. 08.30 18 July C.Coventry 
Paris arr. 10.23 18 July C.Coventry 
Paris dep.     - 18 July Achilles 
Basle arr. 13.35 18 July Achilles 
Genoa dep. 06.45 19 July C.Alex. 
Corfu arr. 15.30 19 July C.Alex. 
Corfu dep. 05.00 20 July Scipio 
Alexandria arr. 16.20 20 July Scipio 
Cairo dep. 07.40 21 July C.Well. 
Wadi Halfa arr.     - 21 July C.Well. 
Wadi Halfa dep. 05.15 22 July C.Well. 
Khartoum arr.     - 22 July C.Well. 
Khartoum dep. 04.55 23 July C.Athens 
Malakal arr.     - 23 July C.Athens 
Malakal dep. 06.00 26 July C.Athens 3 days late 
Juba arr. 10.15 26 July C.Athens 3 days late 
Juba dep. 11.15 26 July C.Athens 2 days late 
Kisumu arr.     - 26 July C.Athens 2 days late 
Kisumu dep.     - 27 July C.Athens 2 days late 
Mwanza arr.     - 27 July C.Athens 2 days late 

Figure 1 

Figure 2 Figure 3 

References: 
[1] Bluffield, Robert. Imperial Airways – the birth 

of the British airline industry, 1914-1940. 
Pub. Ian Allen, 2009, p.105. 

[2] Wingent, Peter. Movements of Aircraft on 
Imperial Airways’ African Route, 1931-1939. 
Pub. by author, 1991. 
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First services to East Africa, March 1931 
(Accounts from the notes of Flight Engineer A.C. Blay, B.E.M.) 

 

By Peter Wingent 
 

We have been very fortunate to have been given access by the grandson of Flight Engineer A.C. Blay to his 
grandfather’s notes and log book pages relating to Imperial Airways’ first southbound and first and second 
northbound services to East Africa (AS1, AN1 & AN2).  This came about via a fellow member, Alan Slater, 
of Duncan Crewe’s local stamp society.  On behalf of us all, I express thanks to Mr. Bryan Blay for his 
generous gesture in making available his grandfather’s records and granting us permission to publish them.  
His very detailed accounts provide us with far more information than was known hitherto. 
 
Mr. A.C. Blay (seen in flying gear in fig. 1) was born in Woolston, 
Southampton, on 2 March 1898 and at the age of sixteen he started 
work as an apprentice at the Supermarine Aviation Works at Woolston.  
After two years service in the Royal Navy (1918 – 1920), he was 
employed by a variety of companies until, in February 1924, he 
obtained a post as engineer with the British Marine Aviation Co. at 
Woolston.  Two months later the company was incorporated into 
Imperial Airways when the latter was formed.  One year later he 
became a Flight Engineer and was employed on a number of services, 
which included regular flights on the Southampton to Guernsey route.  
In 1929 he was posted to Alexandria where he served as Flight 
Engineer on the Short Calcuttas operating I.A. Mediterranean services. 
 
In 1933 he became Station Engineer at Brindisi where he remained 
until 1935.  In November that year he obtained a position in charge of 
Calcuttas at Air Service Training Ltd. at Hamble.  In August 1938 he 
left Air Service Training, having completed a conversion course for 
Imperial Airways pilots, and rejoined I.A. as an Inspector, stationed at 
Hythe.  In January 1939 he transferred to the Hamble branch of I.A. as 
a joint Inspector.  (I have no further biographical details). 
 
Mr. Blay’s notes are headed, “Rough Notes on first African Air Mail Flight from Alexandria to Mwanza.  G-
AASJ.”  The originals flow through six pages but I shall reproduce them in sections in order to add comments 
and observations relating to each of the flights. 
 
G-AASJ (City of Khartoum) positioning flight: 
 

“It was on March 1st, 1931, that we started from Alexandria, but on that day we only went as far as Cairo, a 
matter of 1¼ hours flying.  At Cairo we took on some stores and some of the Ground Engineers who we were 
to drop at the various stations on the way down.  While we were still in the air a message came through from 
“V.H.” [the Calcutta ‘City of Athens’] on her way to Athens wishing us success for the trip and happy 
landings; we replied wishing the resurrected “V.H.” a long life and gave our position as 25 miles S.W. of 
Mum [I presume ‘Mum’ refers to the home base at Cairo]. 
 
Next morning (March 2nd), at 7.30 a.m., we took off for Aswan and during the flight passed over Luxor with 
its huge ruined temples, and also the Valley of the Kings where the tomb of Tut-Ank-Amen was found. 
 
We arrived at Aswan at about 12.30 p.m. and filled up with petrol and oil leaving again at 3.0 p.m. for Wadi 
Halfa, just on the border of the Sudan.  This flight was all over desert, sandy, but with huge black volcanic 
rocks sticking out all over the place.  These black rocks looked just as if they had been burned by the terrific 
heat of the sun.  We landed at Wadi Halfa at about 5.30 p.m. tired out.  After filling up with petrol and oil and 
doing a few jobs on the engines we spent the night on a Nile river boat moored to the side of the stream. 
 
Nest morning (March 3rd) we left at 9 a.m. bound straight for Khartoum.  On this flight, which lasted nearly 
five hours, we only saw the river once, when we crossed at about half way on the journey.  The river and our 
course ran as follows:- 
 
 

Figure 1 
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Kareima, where we crossed the 
river, I will mention later on, as a 
time was to come when I was 
never more pleased to see a place 
than I was to see that collection 
of native huts …………  But more 
of that later.  This flight was over 
the huge Nubian desert; mostly 
unexplored country where not a 
thing seems to live; only the sun 
burns down day after day until 
the very ground seems to be 
burnt to a cinder.  If we had had 
a forced landing here, an 
experience which later on I only 
just escaped, we should all have 
been dead from thirst before we 
could have been picked up, even 
if we were ever found.  But on this trip nothing untoward happened and we arrived at Khartoum at 1.30 p.m.  
Khartoum was the real starting place of the flying boat section; Cairo to Khartoum being traversed normally 
by land machines – Argosies, and Khartoum to Mwanza by the Calcutta flying boats.” 
 
Fig. 2 shows the Short Calcutta flying boat City of Khartoum.  Perhaps Mr. Blay is one of the engineers 
inspecting the engine mountings! 
 
I.A. service AS1, Khartoum to Mwanza: 
 

“We remained at Khartoum for four days until the Argosy brought the first mail through from Cairo.  She 
was, by the way, a day late. [The Athens – Alexandria section was scheduled to be flown in one day but the 
‘City of Athens’ made an overnight stop at Mirabella]  The time in Khartoum was spent doing a full routine 
on the engines and getting the machine ready for the nest stage; and how hot it was!  115 degrees in the 
shade.  Om March 8th we left at 5.30 a.m. bound for Kosti.  This flight was over a huge plain stretching as far 
as the eye could see covered with scattered trees of stunted growth, which in time gave place to mud flats with 
a few native villages consisting of straw huts.  There were also large herds of goats and large quantities of 
water fowl in the swamps and pools.  It was here I saw my first crocodile – it dived into the water when it 
heard the machine. 
 
We landed for petrol at Kosti at 7.20 a.m. and took off again at 8.15.  After flying for an hour we saw three 
large hippopotami, but nothing else of much interest.  We landed at Malakal at 11 a.m. for petrol and oil and 
also for a spot of lunch.  I think this was without exception the hottest place I have ever been in.  The heat of 
the ground came right up through my boots. 
 
We left Malakal at 1 p.m. and flew over a huge grass-covered plain which was burning fiercely in places.  On 
this plain we saw giraffe and some buck.  Later on we came to the Sudd district and saw many animals 
crashing through the reeds of the great swamp that stretches as far as one can see.  For about two hours we 
flew over this deadly place, which is full of malaria, etc., and came down low to see more clearly the hippos 
and crocs.  We could then smell the rotting vegetation, and we wondered what would happen if we were 
forced down ………  Of one thing I am certain – we should never have got off again. 
 
At last we came once again to open forest and flew just above the trees.  Here we saw elephants, giraffes, 
ostrich and many other kinds of game; also naked natives with long spears. 
 
Eventually we landed at Juba after the most interesting flight that I have ever experienced.  We landed at 5.10 
p.m. and after filling up and doing the usual routine,  we went ashore and were soon asleep in a round 
thatched roof hut.  On the next day (March 9th) we left at 6 a.m. for Port Bell, but had only been in the air 
about 20 minutes when an oil pipe broke and we had to return.  We repaired the pipe and left again at 9.45 
a.m., flying over a well wooded plain.  Later we passed over thick jungle into which it was impossible to see.  
Over this jungle there was a swarm of locusts; they were so thick that it looked as if a sheet of clear water was 
flowing over the tree tops. 

Figure 2 
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We landed at Port Bell at 2.5 p.m. and had our first glimpse of Lake Victoria.  The lake is 4,000 ft. above sea 
level, which of course made it bad for our take off.  After filling up with petrol we left Post Bell at 4 p.m., 
crossed the line at 5 p.m. and landed at Kisumu at 5.40 p.m.  It was here that Mr. Cross fell into the water, 
which was supposed to be teeming with crocodile.  Nevertheless we got him out none the worse for his 
wetting.”   
 
Figure 3 shows the ‘City of Khartoum’ on Lake Victoria at Port Bell.  The photo is from “The East African 
Standard,” Saturday, 21 March 1931 edition.  Courtesy of Duncan Crewe. 
 

Figure 3 
 
“Next morning (March 10th) at 7 a.m. we left for Mwanza on the southern shore of Lake Victoria.  We 
intended to return at once so that we could get back to Kisumu about lunch time and so have a whole 
afternoon on the engines, but after landing at Mwanza I found it necessary to change a cylinder on one of the 
engines and we did not take off again until 3.40 p.m.” 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 4 – a cover flown on the first service from Khartoum to Mwanza: the section flown by Mr. Blay. 
It is backstamped Mwanza, 10 March. 
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With only the aircraft movements recorded in “The Times” newspaper as a source of information, the 
movements of service AS1 given in my book [1] amount to a total of six entries.  Since it was published, I 
discovered a far more complete record of movements were published in “Lloyd’s List & Shipping Gazette [2] 
from which I was able to increase the number of entries to twenty.  Now, with the help of Mr. Blay’s notes, an 
even more complete record can be constructed with 26 entries which is given below: 
 
FLIGHT NO. AS 1 
Croydon dep. 08.46 28 Feb. C.Cov.    
Lympne arr. 09.30 28 Feb. C.Cov. 
Lympne dep. 10.35 28 Feb. C.Cov. 
Paris arr. 12.07 28 Feb. C.Cov. 
Athens dep. 06.00 04 Mar. C.Athens 
Mirabella arr. 09.10 04 Mar. C.Athens 
Mirabella dep. 04.30 05 Mar. C.Athens 1 day late 
Alexandria arr.     - 05 Mar. C.Athens 1 day late 
Cairo dep. 06.12 06 Mar. C.Well. 1 day late 
Wadi Halfa arr. 14.05 06 Mar. C.Well. 1 day late 
Wadi Halfa dep. 06.10 07 Mar. C.Well. 1 day late 
Khartoum arr.     - 07 Mar. C.Well. 1 day late 
Khartoum dep. 05.30 08 Mar. C.Khart. 1 day late 
Kosti arr. 07.20 08 Mar. C.Khart. 1 day late 
Kosti dep. 08.15 08 Mar. C.Khart. 1 day late 
Malakal arr. 11.00 08 Mar. C.Khart. 1 day late 
Malakal dep. 13.00 08 Mar. C.Khart. 1 day late 
Juba arr. 17.00 08 Mar. C.Khart. 1 day late 
Juba dep. 06.00 09 Mar. C.Khart. 1 day late 
Juba arr.     - 09 Mar. C.Khart. 1 day late  (returned with broken oil pipe) 
Juba dep. 09.45 09 Mar. C.Khart. 1 day late 
Port Bell arr. 14.05 09 Mar. C.Khart. 1 day late 
Port Bell dep. 16.00 09 Mar. C.Khart. 1 day late 
Kisumu arr. 17.40 09 Mar. C.Khart. 1 day late 
Kisumu dep. 07.00 10 Mar. C.Khart. 1 day late 
Mwanza arr.     - 10 Mar. C.Khart. 1 day late 
 
I.A. service AN1, Mwanza to Khartoum: 
 

As Mr. Blay recorded above, the service took off from Mwanza at 15.40 on Tuesday 10th, this being 8 hours, 
40 minutes late as it was scheduled to depart at 07.00 that day. 
 
“The weather in these parts was the worst we had experienced – violent thunderstorms with large black 
clouds and heavy rain.  Everything was very green, such a change from the sun-baked country we had been 
experiencing up till now.  We landed at Kisumu at 6 p.m. 
 
On the following day (March 11th) we left Kisumu once more bound north.  We took off at 9.40 and after an 
uneventful flight landed for petrol at Port Bell at 11.25.  We left again at 12.20 p.m., and owing to a strong 
headwind found that we could not make Juba direct so we came down at Butiaba on Lake Albert at 2.5 p.m., 
and after filling up we took off at 2.50 p.m., landing for the night at Juba at 6 p.m.  Next morning (March 
12th) the wind was still strong and against us, so after leaving Juba at 6 a.m., we found we should have to 
take petrol at a small place called Shambe on the southern edge of the Sudd district.  We landed there at 8.5 
a.m. and had to wait for nearly three quarters of an hour before the petrol came out to us. In the meantime, 
naked natives with huge spears peered at us through the rushes.  There are no white men there at all.  We got 
away at last at 9.15 a.m. and flew once again over the Sudd to Malakal where we landed at 12.5 p.m.  At 2.10 
p.m. after a nasty side wind take off in the narrow river we tried to make Khartoum in one hop but the delay at 
Shambe and the head wind beat us and we found that we should not be there until after dark.  It was then 
decided that the night should be spent at Kosti, where we landed at 5.40 p.m.  After a night spent sleeping or 
trying to sleep in the open, but being kept awake by the continual beating of tom-toms away somewhere in the 
bush, we took off for the last stage on Friday, the 13th at 6.10 a.m., arriving safely at Khartoum at 8.40 a.m.  
Here I spent the next few days in handing the machine over to Mr. Bedford, the North African Division Flight 
Engineer.  From now on until I arrived at Cairo I was to be a passenger.” 
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Figure 5 is a second photo of the ‘City of Khartoum,’ this time at Kisumu, published in “The East African 
Standard,” Saturday, 21 March 1931 edition.  Courtesy of Duncan Crewe. 

Similar to AS1, the aircraft movements recorded in my book for AN1 were even less: just five!  A far more 
complete record is given below: 
 
FLIGHT NO. AN 1 
Mwanza dep. 15.40 10 Mar. C.Khart.   
Kisumu arr. 18.00 10 Mar. C.Khart. 
Kisumu dep. 09.40 11 Mar. C.Khart. 
Port Bell arr. 11.25 11 Mar. C.Khart. 
Port Bell dep. 12.20 11 Mar. C.Khart. 
Butiaba arr. 14.05 11 Mar. C.Khart. 
Butiaba dep. 14.50 11 Mar. C.Khart. 
Juba arr. 18.00 11 Mar. C.Khart. 
Juba dep. 06.00 12 Mar. C.Khart. 
Shambe arr. 08.05 12 Mar. C.Khart. 
Shambe dep. 09.15 12 Mar. C.Khart. 
Malakal arr. 12.05 12 Mar. C.Khart. 
Malakal dep. 14.10 12 Mar. C.Khart. 
Kosti arr. 17.40 12 Mar. C.Khart. 
Kosti dep. 06.10 13 Mar. C.Khart.  
Khartoum arr. 08.40 13 Mar. C.Khart. 
Khartoum dep.     - 13 Mar. C.Well. 
Wadi Halfa arr.     - 13 Mar. C.Well. 
Wadi Halfa dep.     - 14 Mar. C.Well.  Figure 6 – press photo of arrival of AN1 mail at Croydon 
Cairo arr. 15.20 14 Mar. C.Well.  (Courtesy of Duncan Crewe) 
Alexandria dep. 06.15 15 Mar. C.Athens 
Athens arr. 12.00 15 Mar. C.Athens 
Paris dep. 10.42 19 Mar. C.Liverpool 
Croydon arr.  12.41 19 Mar. C.Liverpool 
 

 

Figure 5 
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I.A. service AN2, Khartoum to Cairo: 
 

Continuing now with Mr. Blay’s notes recording his flight as a passenger on AN2: 
 

“It was arranged that I should travel on the Argosy G-EBLO that left Khartoum northbound on the 20th, and 
very glad I was to step into the cabin and settle down in a comfortable seat.  We left the ground at 7.35 a.m. 
and started out over the desert.  We were right over the worst part, all rough volcanic rocks without a smooth 
patch anywhere for miles, when the flight engineer came down to me and told me that the oil pressure in the 
starboard engine had gone back to zero.  He did not seem to worry but calmly said that he thought it was the 
gauge that was faulty as it had been doing the same thing on the downward trip.  I told him that he would 
damn well soon know, and the words were hardly out of my mouth when the starboard engine stopped with a 
jerk.  The pilot sent down a message that nobody was to drink any water.  We only had about five gallons 
aboard and there were eight of us all told, counting the crew.  If we should have to land that five gallons 
would have to last us for weeks.  Luckily we were at a height of about 6000 ft., but on the two engines only we 
were gradually losing height, sometimes 500 ft. at a time in a bump; also our speed dropped to about 60 
m.p.h., which with the head wind meant a ground speed of about 35 m.p.h.  We flew in this manner for about 
one and a half hours, gradually losing what height we had and in the end just managed to scrape into 
Kareima at 11.5 a.m. 
 
The other southbound Argosy was there and we told them to “beat it” to Khartoum and return to us as soon 
as they could to take on our load.  He started up and took off while we sat in the sand, and, smoking our pipes, 
wondered what would happen. 
 
I discovered that the crank shaft had broken on the engine, which meant that a new engine would have to be 
sent down.  In the evening a telegram arrived saying that the southbound Argosy had damaged her 
undercarriage on landing at Khartoum.  We spent the night on a disused river boat that had once been used 
by Lord Kitchener, and in the morning another message arrived saying that the other Calcutta would arrive to 
take us on at 9 a.m.  This was “T.Z.”, and she had only the day before arrived at Khartoum from Mwanza.  
They sent her straight up to us the next day and we went with her as far as Wadi Halfa, starting at 10 a.m. and 
arriving at 1.50 p.m.  At Wadi Halfa a D.H. “Hercules” from the Indian route was waiting for us; she had 
been sent down from Cairo.  We transferred the load and ourselves to her and took off at 3.45 p.m. for Aswan 
arriving after a very nice flight at 6.15 p.m. 
 
Next morning at 5.35 a.m. we took off and made for Assuit for petrol, landing there at 8.35 a.m.  We were in 
the air again at 9.13 a.m. and finally reached Cairo and the end of the adventure at 12.13 p.m.  I had been 
away exactly three weeks.” 
 
Once again, Mr. Blay’s notes and “Lloyd’s List & Shipping Gazette” provide a far more complete itinerary of 
the service than previously known.  It is given below: 
 
FLIGHT NO. AN 2 
Mwanza dep.     - 17 Mar. C.Salon.   
Kisumu arr.     - 17 Mar. C.Salon. 
Kisumu dep.     - 18 Mar. C.Salon. 
Juba arr. 17.15 18 Mar. C.Salon. 
Juba dep. 05.50 19 Mar. C.Salon. 
Khartoum arr.     - 19 Mar. C.Salon. 
Khartoum dep. 07.35 20 Mar. C.Birm. 
Kareima arr. 11.05 20 Mar. C.Birm. 1 day late 
Kareima dep. 10.10 21 Mar. C.Salon. 1 day late 
Wadi Halfa arr. 13.50 21 Mar. C.Salon. 1 day late 
Wadi Halfa dep. 15.45 21 Mar. C.Karachi  
Aswan arr. 18.15 21 Mar. C.Karachi  
Aswan dep. 05.35 22 Mar. C.Karachi 1 day late 
Assuit arr. 08.35 22 Mar. C.Karachi 1 day late 
Assuit dep. 09.13 22 Mar. C.Karachi 1 day late 
Cairo arr. 12.13 22 Mar. C.Karachi 1 day late 
Alexandria dep. 05.30 23 Mar. C.Athens 1 day late 
Athens arr. 09.45 23 Mar. C.Athens 1 day late 
Croydon arr.     - 26 Mar.       ? 
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There are a number of interesting aspects relating to service AN2, the first being that both myself [3], 
Neirinck [4] and Sanford [5] have recorded that there was a crash between Juba and Khartoum.  Sanford 
quotes from “Crash Covers – an Aerophilatelic Challenge,” by Joe Eisendrath, saying that the incident 
occurred on 18 March (although that day the aircraft only flew from Kisumu to Juba) and covers are known in 
a water-soaked condition.  In his later book [6] Sanford states that the aircraft involved was the City of 
Khartoum but all records show that it was the City of Salonica operating that section of AN2.  In the absence 
of primary source evidence of a crash or delay, current opinion doubts there was a serious incident and the 
water-soaked covers are probably explained by a bag being dropped in the water during transfer from a launch 
to the Calcutta, or vice-versa. 
 
The second interesting aspect is the fact that the crankshaft in the starboard engine of the City of Birmingham 
broke after the aircraft left Khartoum and it only just managed to reach Kareima.  The delay caused and the 
employment of a Calcutta and DH66 as relief aircraft add further interest to an incident which, to the best of 
my knowledge, has never before been recorded.  In his notes, Mr. Blay refers only to a DH66 coming from 
Cairo.  Fortunately, in the “Machine” column of his log book for the 21 and 22 March entries he gives the 
registration G-AARY and thus we are able to identify the aircraft as being the City of Karachi.  Pages from 
Mr. Blay’s log book are shown in fig. 9. 
 
Finally, service AN2 was the first to carry a passenger.  The extract in fig. 7 is taken from “The Aeroplane” 
magazine [7] and a similar report appeared in “The Times” newspaper of 27 March 1931.  A cover sent by 
train from Nairobi to Kisumu and then flown by AN2 is shown in fig. 8.  The inscription “First Passenger 
Flight”  was probably added retrospectively.  The ½d. G.B. stamp is cancelled Sutton Coldfield, 27 March. 
 

 
 
 
 
 
 
 
 
 
 
 
 
 

 
Figure 7 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 8 
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Figure 9 
 
 
I must, once again, express our thanks to Bryan Blay for sharing his grandfather’s records with us.  I am sure 
all the members will be as excited as I was when I first read the documents  The meticulous detail has 
provided us with a superb record of three very important Imperial Airways’ flights. 
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Tale of a test letter. 
 

By John Wilson 
 
Imperial Airways regularly sent test letters by various routes to assess performance and speed of service, but 
no-one could have expected a letter from London to Accra in Gold Coast in 1935 to take such a roundabout 
route. The cover (figs. 1 and 2) was despatched from Imperial Airways’ offices at Wilton Road, Hudson’s 
Place, London on the 23rd of May 1935 and addressed to Gold Coast “via Niamey” and endorsed “Regie 
Francaise.”  Fortunately for me as a collector, the cover carries a profusion of transit marks and even more 
fortunately an accompanying letter of explanation from the Post Office (figs. 3 and 4) detailing just how the 
cover made the journey. I can do no better than show the cover and the letter so that you can read the official 
version. 
 

Figure 1 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
Backstamps: 
Paris - 23 May 
Kano - 28 May 
Sekondi - 3 June 
T.P.O. Western 1/UP - 3 June 
Kumasi - 4 June 
T.P.O. Western 1/UP - 4 June 
Accra - 5 June 
 
 
 
 
 
 
                   Figure 2 
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 Transcription of the “Dolby” letter. 
 

(E.V. Dolby was Imperial Airways’ Air 
Mail Superintendent). 
 
Dear Mr. Dolby, 
 

 I have examined your “exhibit” with the 
following result:- 
 

(a) Although the Post Aerienne at present 
shews the routing as “via Niamey,”  the 
official papers from France dated 15 
Feb/35 state that correspondence for 
Nigeria and Gold Coast is made up as 
for “France-Zinder.” I cannot say 
whether the Post Aerienne for May was 
different from that. 

 

(b) Having arrived at Kano on the 28 May, 
it appears to have been forwarded by 
rail to the coast, thence by steamer to 
Sekondi, arriving there on 3 June. 

 

(c) Sekondi then forwarded it by rail to 
Kumasi, which is at the top of the 
“horse-shoe” railway system in the 
Gold Coast. It arrived there the same 
day and was transferred to the T.P.O. 
going in the Accra direction.  See fig. 6. 

 
 

    Figure 3
     

      
(d) The item travelled down the other side 
of the “shoe” to its destination which it 
reached on the 5th June. This last stage of 
the journey appears to have been 
somewhat slow. 
 
      In connection with the Zinder-Kano 
service, it is rather interesting to note that 
the Post Aerienne for January excludes all 
mention of it. Hitherto, a definite day of 
arrival at Kano has been stated. 
 
     I hope this story will be of assistance. 
 
P.S. I expect you have observed that the 
service to the Gold Coast and Nigeria is 
now shewn as “Marseilles-Niamey-
Cotonou.” The Niamey - Cotonou section 
came into operation about the middle of 
June/35.  We don’t use it.         
 
 
 
 
 
 
 
 

Figure 4 
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Editor’s note:  With John’s agreement, I attempted to work out the itinerary of his remarkable cover.  With the 
aid of various timetables and the “Mails and Shipping” columns of “The Times” newspaper, the following is 
the result.  The map in fig. 5 is cropped from a larger one which was drawn at the G.P.O., London in March 
1935, which I discovered many years ago at the B.P.M.A. 
 
Imperial Airways or Air France: 
Croydon dep. 23 May 
Paris arr. 23 May 
 
Air France: 
Paris dep. 24 May 
Algiers arr. 24 May 
 
Régie Air Afrique: 
Algiers dep. 25 May 
Zinder arr. 27 May 
 
Zinder ~ Kano motor service: 
Zinder dep. 28 May 
Kano arr. 28 May 
(Journey timetabled to take 6 hours) 
 
Nigerian Railway: 
Kano dep. 30 May (at 11.20) 
Lagos arr. 01 June (at 07.42) 
 
Elder Dempster Line ship Adda: 
Lagos dep. 01 June 
Sekondi arr. 03 June 
 
Gold Coast Railways: 
Takoradi dep. 3 June        
Accra arr. 5 June (via Kumasi 4 June)       Figure 5 
 
 
John provided the map in fig. 6 of the Gold Coast railway system which illustrates the “horse-shoe” 
mentioned in the letter to Dolby. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
Figure 6 
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Imperial Airways and The Guild of Air Pilots and Ai r Navigators  
 

By John Berridge 
 
In the early days of flying, pilots had been mainly pioneers, adventurers and entrepreneurs. By the early 
1920s, flying had become fashionable with record breaking feats, publicity stunts and glamorous female 
pilots. However by the late 1920s, flying for some pilots, such as those employed by Imperial Airways, was a 
serious professional occupation but with a lack of proper standards and status. 
 
In March 1928, the President of the Royal Aeronautical Society put forward some ideas to remedy this 
situation by setting out proper rules and standards for flying. The founders of the Guild of Air Pilots and Air 
Navigators based their constitution on that of the Honourable Company of Master Mariners. It was proposed 
that pilots and navigators should form their own Company along the lines of the City Livery Companies of 
London. On 1 February 1929, the Guild of Air Pilots and Air Navigators was formed with the objective of 
boosting the professional status and standing of its members.  
 
The Guild’s motto is Our Way is by the Heavens and its objectives were to maintain the highest standards of 
good airmanship amongst pilots and navigators and to strive to enhance their professional reputation. In 
addition it dealt with matters relating to licensing, training and legislation affecting pilots and navigators and a 
Benevolent Fund to assist members in need.  
 
Imperial Airways was fully supportive of the formation of the Guild with 26 of the 50 pilots who joined being 
from there, including Herbert Brackley, their Air Superintendent.  
 
The first Master of the Guild was Air Vice-Marshall Sir Sefton Brancker, who was the Director of Civil 
Aviation at the time. The crash of the airship R.101 in 1930 while en route to India was a special tragedy to 
the Guild as among the dead were Sir Sefton Brancker as well as Deputy Master, Squadron Leader Ernest 
Johnson and two Court Members of the Guild. 
 
From its inception to the present day the Guild has always had a Chaplain. The first Chaplain was Captain 
Percy Donald (Don) Robins AFC, an ex airline pilot who briefly worked for Imperial Airways. 
 
Born in Aldershot in 1899, Percy enlisted in the Artists’ Rifles at sixteen and was legally under age. In 1917 
he joined the Royal Flying Corps and obtained a commission. He was posted to the Central Despatch Pool, 
ferrying all types of military aircraft to operational units, mainly in France. In 1918 he was posted to No. 2 
Communications Squadron providing rapid transport for senior military personnel and ministers attending the 
Versailles Peace Conference. In 1919 he was offered a Short Service Commission but declined this as his 
feelings were incompatible with further military service. On 2 December 1919, Flying Officer Percy Robins 
received the Air Force Cross (AFC) from King George V at Buckingham Palace.  
 
He then joined Aircraft Transport & Travel Ltd as a pilot for a year until the firm failed. By June 1921 he was 
flying for Instone Air Line Ltd. and the following February he married Alva Hall and moved to Croydon. In 
1923, while flying over the English Channel, he received a call to the Christian ministry. There was absolutely 
no doubt in his mind that he must offer himself to the Church. While continuing his flying career, he 
commenced his studies and mastered Latin, Greek and other subjects that were needed for his formal 
theological training. 
 
In April 1924 Imperial Airways took over Instone. That autumn Percy resigned and took up fulltime study for 
the priesthood. His lifestyle changed dramatically – from a pilot earning £1,200 a year his income while 
training at college was reduced to one fifth of this amount. He was ordained on 9 December 1926 and became 
curate at Croydon Parish Church, which enable him to maintain close contact with his friends and colleagues 
from his flying years.  In 1929 he was installed as the first Chaplain of the Guild of Air Pilots and Air 
Navigators, a position he held until his death in 1948. 
 
Major Herbert George Brackley, DSO, DFC, was the Air Superintendant of Imperial Airways from its 
inception in 1924. In 1929 he was a founder member of the Guild of Air Pilots and Air Navigators. His work 
for Imperial Airways was wide ranging from route proving to test flying all new aircraft on delivery from the 
manufacturers. He was an expert in matters relating to the operation of flying boats and between March and 
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June 1936 carried out a survey of Imperial Airways proposed route to Australia in readiness for the 
introduction of the C-Class Empire flying boats. 
 
The post of Air Superintendant was abolished in 1938 following reorganisation of Imperial Airways and     
Major Brackley then spent time carrying out a survey of the West African coast route. When he returned in 
1940 he applied to join the RAF and during World War II rose to the rank of Air Commodore as Senior Staff 
Officer in Transport Command. After the war he joined British Overseas Airways Corporation (BOAC) and in 
March 1948 was appointed Chief Executive on the Board of British South American Airways. Later that year 
in Rio de Janeiro he lost his life in a drowning accident. He remained a member of the Guild throughout his 
career, including fourteen years with Imperial Airways. 
 
He remained a member of the Guild throughout his career, including fourteen years with Imperial Airways. 
From its inception the Guild awarded trophies in recognition of achievements of its members. 
 
The certificate shown in fig. 1 was given to Major Herbert Brackley and eight well-known Imperial Airways 
captains. They had all been with Imperial Airways since its inception in 1924. They were presented with the 
Cumberbatch Trophy in October 1936.  
 
The Cumberbatch Trophy is presented to persons for outstanding contributions to reliability and air safety.  
Miss Alice Cumberbatch was a famous flyer of the period. 
 
Mrs. Freda Brackley presented a trophy to the Guild in memory of her husband in the late 1940s. This trophy 
is known as The Brackley Memorial Trophy and is awarded for outstanding flying that contributes to the 
operational development of air transport. 
 

In addition to the two trophies 
mentioned above, the Guild makes a 
number of additional awards, mainly 
on an annual basis, including: 
 
The Sir James Martin Award (safer 
operation of aircraft). 
 
The Johnston Memorial Trophy 
(developments in air navigation). 
 
The Derry and Richards Memorial 
Medal (test pilot’s award). 
 
The Sir Barnes Wallis Medal 
(exceptional contribution to 
aviation). 
 
The Jean Batten Memorial Award 
(New Zealand aviation). 
 
The Grand Master’s Australian 
Medal (contribution to Australian 
aviation). 
 
The Sir Alan Cobham Memorial 
Award (the most commendable 
student pilot in the United 
Kingdom). 
 
 
 
 

              Figure 1 
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Although Imperial Airways’ management was happy to work with the Guild on matters of common interest 
some of its pilots were less enthusiastic. When the Guild’s constitution was drawn up it excluded representing 
pilots in matters relating to pay and conditions of service and this situation caused discontent amongst Guild 
members, especially Imperial Airways pilots who felt under-valued.  
 
Staff relations, particularly relating to pay and conditions of the pilots, had been bad from the inception of 
Imperial Airways in 1924.  This situation came to a head following the formation of The British Airline 
Pilots’ Association (BALPA) in 1937, when the management refused to enter into discussions or recognise it. 
Their grievances were raised in the House of Commons and a Motion, seconded by Lord Brabazon, called for 
a public enquiry into Imperial Airways. The Government agreed to a committee of inquiry under Lord 
Cadman and his report, which was very critical of Imperial Airway’s management, followed early in 1938.  
 
79% of Imperial Airways’ pilots were members of BALPA and several wrote to Imperial Airways’ 
management supporting the findings of the Cadman Report and asking for specific remedies and actions to be 
taken. Imperial Airways still would not recognise BALPA, regarding their leaders as troublemakers and 
dismissed several. This only increased resentment amongst the pilots and staff relations remained poor for the 
rest of Imperial Airways existence. The situation caused Lord Reith, Director General of the BBC, to 
comment that … the whole thing was distasteful and embarrassing.  
 
On 14 June 1938, Lord Reith reluctantly accepted the appointment of Chairman of Imperial Airways in place 
of Sir George Beharrel and the resignation of George Woods Humphery, Imperial Airways’ Managing 
Director followed. When British Overseas Airways Corporation (BOAC) replaced Imperial Airways and 
British Airways on the 1 April 1940, Lord Reith became the first Chairman of BOAC. 
 
During 1938 membership of the Guild suffered as it was felt that the Guild was aligned to the management 
and did not have the best interests of the pilots employed in regular air services in the UK at heart. Many 
Guild members, including Imperial Airways pilots, resigned and joined BALPA. As a result, a joint 
committee was set up between the Guild and BALPA to attempt to remedy the situation and deal with matters 
of common concern. 
 
The war brought commercial flying in Europe virtually to an end until 1945. The Guild was forced to suspend 
much of its work and a wartime committee handled the Guild’s affairs during this time. In 1945 the Guild set 
about tackling the problem of the transition of crews from military to civil flying and the following year the 
Guild’s Flying Certificates Scheme was re-instated. Since then the Guild has grown, dealing with all aspects 
of the rapid development of civil flying as well as being affiliated with units from the armed services.  Today 
its membership includes airline crews, flying instructors, private pilots and military air crews and the Guild 
concerns itself with aviation policy at all levels of government. Membership of the Guild is currently in excess 
of 1,750. 
 
The Guild has royal patronage - the Grand Master was HRH The Duke of Edinburgh from 1953 until 2002 
when he handed over to The Duke of York. As recently as February 2014 the Guild received a Royal Charter 
from the Her Majesty the Queen and is now known as The Honourable Company of Air Pilots. 
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The Satisfaction of Aerophilately! 
 

By John C Symons 
 
There is always a great sense of satisfaction when research into the history of a cover results in a conclusion 
that is tantamount to certainty. One such example is the cover illustrated. It was posted in Hastings, Sussex in 
1922 addressed to Hinaidi, Iraq from where it was forwarded to Mosul, a town in the north of that country. 
 

 
 
 
 

 
 
 
 
The cover is postmarked HASTINGS — ✠ —0.15PM 18 OCT 1922, and would have been forwarded by rail 
to London. At this time in the twenties the route this cover would have taken would have been by one of many 
European services to le Bourget, Paris, continuing by rail to Marseilles and from there by P&O mail ship 
Morea which departed 21st October and arrived Port Said 25th October, road or rail or both to Heliopolis, 
Cairo, and most probably flown by a Vickers Vernon of the RAF Desert Air Mail Service to Baghdad, where 
it received the delivery postmark BAGHDAD DELY 30OCT22 2.30PM ✦. The desert flight can be verified 
by Proud, where although his listing of dates of the carriage of mail between Cairo and Baghdad reflect the 14 
days interval between flights, suggesting more a timetable than dates of actual flights, his list does support the 
dates of the postmarks applied to this cover. 
 

Proud lists the following movements: London 
departure: 19th October. Cairo departure: 27th October. 
Baghdad arrival: 29th October. These dates are nicely 
bracketed by the dates on the Hastings departure and 
Baghdad arrival postmarks. Proud also confirms the 
date the carriage of air mail via Paris commenced: 6th 
April 1922, confirming this combination air, rail and 
sea as the means of carriage. 
 
Although the address is in part defaced it is still 
possible to decipher details of the recipient. He was Flt. 
Lt. P.E. Nicholl RAF, a member of 8 Squadron, and the 
address suggests he was stationed at RAF Hinaidi (Fig. 
1), located close to the western edge of Baghdad. This 
is confirmed by the Squadron’s archives. On 18th 

October 1920, No 8 Squadron reformed at Helwan in Egypt, 
moving to Suez on the 11th December that year pending 
a move to Iraq. With preparations for their  
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arrival finally completed, the Squadron moved to Baghdad West on 4th March 1921. There they remained 
until 29th December when they transferred to nearby Hinaidi. The squadron remained at Hinaidi for the next 
six years, finally departing on 26th February 1927. 
 
In July 1922 the squadron was detached to Kirkuk (Fig 2) some 50 miles south east of Mosul, where its role 
was primarily the suppression of tribal unrest and other counter–insurgency operations. Foremost was the 
prevention of Turkish infiltration, through Mosul, south eastwards into Kurdistan. By September 1922, with 
the help of Kurdish tribesmen, Turkey overran Kurdistan, and by the 5th September 8 Squadron assisted with 
an airborne evacuation of Sumiemania (Sulaymaniyah), the principal town of Kurdistan. 
 
Following delivery at Hinadi the cover was redirected to 
Mosul, some 250 miles to the north of Baghdad. An 
incomplete postmark indicates it was posted on or just prior 
to 31st October and arrived in Mosul on 5th November. The 
transit time would suggest the cover travelled overland, but 
it would be no surprise to learn it was carried by one of any 
number of aircraft transiting between Baghdad and the 
north. That it reached its destination is not open to doubt. 
 

 
 

A nigh identical 
letter, dated 3 May 
1930 (Fig 3) is illustrated in Andrews, page 20. Again it 
is addressed to Hinaidi, but sent some six months later. 
This time it was not forwarded, therefore indicating the 
deployment to Kirkuk had concluded. Both covers are 
double weight, postage being 1s.-4½d. This comprises a 
surface rate of 3d. for the first ounce plus 1½d. for each 
additional ounce, and an air surcharge of 6d. per first 
ounce plus 6d. each additional ounce. 
 

The information that can be gleaned from the 
postal markings on this cover, and the supporting documents leave no doubt as to the means by which this 
cover was carried from Hastings in Sussex to Hinaidi in Iraq, thereby making it an interesting forerunner in 
the development of the Imperial air routes of the 1930s pioneered by Imperial Airways. Less certain is how 
the cover was routed to Mosul, or Kirkuk where 8 Squadron was deployed on what was contemporarily 
referred as ‘policing duties’. The most likely means was advantage was taken of an aircraft flying north from 
Hinaidi, a not infrequent occurrence. Also uncertainty surrounds the location of 8 Squadron in these early 
years of the 1920s. This has been a most satisfactory piece of research, emphasising the importance of 
context. Without the information in the Squadron’s archives and Wikipedia, it would have been impossible to 
reasonably arrive at the justification for the cover being forwarded to Mosul. 

I hope the description of this cover and its travels illustrate the appeal of aerophilately, and the satisfaction 
derived there from. The research has revealed as complete a history of a cover as it is probably possible to 
achieve. The initial stages from Hastings to Hinaidi surely leave little doubt as to the correctness of the 
findings, whilst the final stage whilst highly plausible remains to be fully proven. The context of the cover is 
also a very good example of the exercise of British foreign policy in the Middle East during the 1920s. 
Current events have a familiar ring, although the participants are not wholly British. 
 
I would like to thank Sergeant B.A. Emms for his help in searching the Squadron’s archives for any reference 
to the Squadron’s activities during this period. 
 
References: 
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Proud, E.B. (1991), Postal History of British Air Mails, Proud–Bailey Co Ltd, Heathfield, East Sussex. 

Fig. 3 



28         June 2014 (Issue 45)        Imperial Airways Gazette 
 
 

Imperial Airways’ service no. AN37 
 

By Peter Wingent 
 

Of the many services which were delayed in 1931, we are aware of the causes for relatively few.  For those 
known we have, in the main, to thank persons involved in particular flights, either crew or passengers, for 
writing personal accounts of their journeys.  
 
In the case of service AN37, which suffered a delay at Mirabella and bad weather over France, we have to 
thank Mr. R.F. Mayer, Chairman of Directors of the “East African Standard,” whose very detailed account 
was published in the “Imperial Airways Gazette” of February 1932.  His account spans two pages of small 
print and thus is too long to transcribe in full here, so I will include just what I think are the most interesting 
aspects.  However, he recorded meticulously the time and date of every arrival and departure resulting in the 
five entries I was able to provide in my African movements book to be enlarged to forty!! 
 
Mr. Mayer flew in a Wilson Airways aircraft from Nairobi (dep. 05.40) to Kisumu (arr. 07.40) on 20 Nov. 
1931 to connect with I.A. service AN37, which departed at 09.50 the same day, the Calcutta City of Swanage, 
pilot Capt. L.A. Egglesfield,  having flown there from Mwanza on the 19th.  The service operated to schedule 
and without incident until the Short Kent Satyrus arrived at Mirabella on 24 Nov.  Here, the passengers were 
taken to the I.A. motor yacht Imperia for luncheon. 
 
After arrival at Mirabella, Mr. Mayer says that it was discovered that during the preceding 200 miles one of 
the engines had failed and Satyrus had flown only on the other three.  I find it difficult to believe that the crew 
became aware of an engine failure only after arrival at Mirabella but that is how Mr. Mayer describes it.   
 
After lunch, Satyrus should have continued to Athens that day but despite efforts to repair the engine, it was 
announced that a new part would have to be brought from either Alexandria or Brindisi.  Mr. Mayer recorded 
that the engine part was brought by the Scipio which had “performed a wonderful night flight.” (The 
movement records show that Scipio departed Athens on 24 Nov. operating Eastern service IE139). The Scipio,  
piloted by Captain Bill Bailey, then took over service AN37 and departed Mirabella very early the next 
morning to Athens and Brindisi. 
 
The service was still one day late when the passengers and mail arrived at Paris by train and then boarded the 
Argosy City of Manchester.  She departed at 08.30 and should have arrived at Croydon at 10.45, but due to 
reports from the U.K. of heavy mist on the other side of the Channel, a landing was made at Beauvais 
aerodrome to await dissipation of the mist and Croydon was not reached until 13.00. 
 
 
Cover at right posted at Miwani 
17 Nov. 1931, sent 15 miles to 
Kisumu, then flown by AN37.  
The 1sh.-60c. postage = 2 x 65c. 
per ½ oz. air fee to U.K. plus 
30c. registration fee. 
 
 
 
 
 
 
 
 
 
 
 
 
 
    Backstamp 
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FLIGHT NO. AN37 
 

Mwanza dep.     - 19 Nov. City of Swanage 
Kisumu arr.     - 19 Nov. City of Swanage 
Kisumu dep. 09.50 20 Nov. City of Swanage 
Port Bell arr. 11.50 20 Nov. City of Swanage 
Port Bell dep. 12.40 20 Nov. City of Swanage 
Juba arr. 16.40 20 Nov. City of Swanage 
Juba dep. 05.00 21 Nov. City of Swanage 
Malakal arr. 09.50 21 Nov. City of Swanage 
Malakal dep. 10.45 21 Nov. City of Swanage 
Kosti arr. 14.45 21 Nov. City of Swanage (Refueling stop) 
Kosti dep. 15.00 21 Nov. City of Swanage 
Khartoum arr. 17.15 21 Nov. City of Swanage 
Khartoum dep. 07.00 22 Nov. City of Glasgow 
Atbara arr. 10.00 22 Nov. City of Glasgow 
Atbara dep. 10.55 22 Nov. City of Glasgow 
Station 6 arr. 13.50 22 Nov. City of Glasgow (Refueling stop) 
Station 6 dep. 14.15 22 Nov. City of Glasgow 
Wadi Halfa arr. 15.40 22 Nov. City of Glasgow 
Wadi Halfa dep. 05.25 23 Nov. City of Glasgow 
Aswan arr. 08.00 23 Nov. City of Glasgow 
Aswan dep. 08.35 23 Nov. City of Glasgow 
Assiut arr. 11.45 23 Nov. City of Glasgow 
Assiut dep. 12.15 23 Nov. City of Glasgow 
Cairo arr. 15.10 23 Nov. City of Glasgow 
Cairo dep. 19.30 23 Nov. Train 
Alexandria arr. 22.50 23 Nov. Train 
Alexandria dep. 07.00 24 Nov. Satyrus 
Mirabella arr. 12.00 24 Nov. Satyrus (Engine failure) 
Mirabella dep. 15.00 25 Nov. Scipio 1 day late  
Athens arr. 17.35 25 Nov. Scipio 1 day late 
Athens dep.     - 26 Nov. Scipio 1 day late 
Brindisi arr. 10.35 26 Nov. Scipio 1 day late 
Brindisi dep. 13.20 26 Nov. Train 1 day late 
Milan arr. 08.00 27 Nov. Train 1 day late 
Milan dep. 16.45 27 Nov. Train 1 day late 
Paris arr. 05.45 28 Nov. Train 1 day late 
Paris dep. 08.30 28 Nov. City of Manchester 1 day late 
Beauvais arr.     - 28 Nov. City of Manchester 1 day late 
Beauvais dep. 11.00 28 Nov. City of Manchester 1 day late 
Croydon arr. 13.00 28 Nov. City of Manchester 1 day late 
 
 

 

Your questions and answers 
 
John Berridge gave me the copy of the cover 
shown which was flown on the first northbound 
I.A. service from Cape Town, which was 
illustrated in an auction catalogue.  Neither of us 
has seen the oval shaped I.A. cachet before and 
John would be very grateful if any reader can 
provide any details about it, e.g., is it an official 
I.A. cachet or one applied by the Belgian 
addressee?    
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An unusual connection with Imperial Airways 
 

By Peter Wingent 
 

I think most collectors of Imperial Airways’ African route covers are aware that in the 1930s mail from 
eastern parts of the Belgian Congo could be sent by either road (to Juba or Entebbe), by rail and lake steamer 
(to Dodoma) or by air (to Broken Hill) to connect with the Cape Town ~ Croydon services.  Issue 20 of Dec. 
2001 contained a detailed study of these routes, written by Norman Clowes.  It contained a map showing the 
connections to I.A. and for those readers who do not have a copy of Issue 20 and would like to see the map, I 
am happy to email a scan to you on request. 
 
Until I obtained the cover shown in fig. 1, I had been unaware that mail from French Equatorial Africa (AEF) 
could also be sent by road to Juba to connect with the Cape Town ~ Croydon service.  However, when I 
consulted Bob Picirilli’s excellent book [1], I discovered that an air mail rate to France via Juba and I.A. was 
first published in the “Journal Officiel de l’Afrique Équatoriale Français” on 1 May 1934. 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
         Figure 1 
 

 
The cover is datestamped Bangassou, 28 March, 1935 and has only one backstamp: that of Buta of 3 April.  
The 5.00fr. postage comprises 1.50fr. first 20 grm. ordinary foreign surface rate, plus 2 x 1.75fr. per 5 grm. air 
mail fee to France.   
 
The air mail label is a French type and was no doubt applied in Bangassou but the boxed “AVION” handstamp 
is a Belgian Congo type applied upon arrival at Buta.  The purple bars cancelling both have been identified by 
Ian McQueen [2] as a type used at New York. 
 
The map in fig. 2 is from a Geographical Handbook [3] and shows the route the cover would have taken from 
Bangassou to Juba by road.  The first stage, from Bangassou to Buta, was approximately 300 miles and took 
five days.  From Buta to Juba was approximately 600 miles and from the evidence of covers where the dates 
are known at both ends of the journey, it could take anything from six to eight days.  Therefore it seems 
reasonable to assume that the cover arrived at Juba between 9 and 11 April.  I.A service AN227 departed Juba 
09.20 on 9 April and AN228 at 07.00 on the 13th, so it is most likely that the cover was flown by AN228, 
which arrived at Croydon at 14.09 on 18 April.   
 
From Croydon it would have been sent to London F.S. and then forwarded by train to Southampton. 
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Figure 2 (Bangassou, Buta and Juba boxed in red to emphasise) 
 

For readers’ interest, I am showing in figs. 3, 4 and 5 extracts from “The Times” ‘Mails and Shipping’ 
columns to illustrate how it is possible to ascertain details of the Atlantic crossing. 
 

 
 
 
 

 

 
 
 
 
 
 
 
 
 
 
 

From the above the most likely ship to have carried the cover was the Cunard White Star Line steamer 
Britannic, which sailed from Southampton on 20 April and arrived New York on the 28th.  From there, the 
cover was sent by train to Grand Rapids (to a lady in Wealthy Street – unusual street name). 
 
The Geographical Handbook [4] states that in 1941, the population of Bangassou was 51 Europeans; no 
wonder mail from there is scarce.  Finally, note the spelling of ‘Airways’ as “Air Ways” on the inscription. 
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Figure 3 – 18 April 1935 edition. Figure 5 – 30 April 1935 edition. 

Figure 4 –22 April 1935 edition. 
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L.A. Wyndham post card  
Cape Town – U.K.  6 – 19 June 1933    AN 118 

 

by  Stan Wheatcroft 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
The air mail postcard rate from South Africa to the U.K. was initially the same as that for the first letter rate, 
i.e. 1/-, but on 1 October 1932 it was reduced to 6d and then 5d on 1 November 1932.  This was a 
considerable reduction in cost and so Mr. Wyndham started sending postcards instead of letters to my uncle.  
You can see that he had the ability to do very small printing and could get on one postcard what would, with 
ordinary writing, take at least two pages of paper.  He has written “House of Assembly” at the top of the card 
which was where he wrote it.  This was because he was senior clerk to the Committees of the South African 
House of Assembly and was fluent in shorthand in both Afrikaans and English.  People sometimes, having 
seen him write this, have thought that he was a member of the Assembly.  The stamp has a “House of 
Parliament” bilingual cancel. 
 
The card was carried on Imperial Airways 
service AN118, operated by AW 15 Artemis, 
which was delayed by 3 days because it was 
forced to land 87 miles east of Mpika due to 
bad weather.  Some time was made up during 
the rest of the journey but it was still 2 days 
late when it arrived at Croydon. 
 
The printing on the card has been enlarged to 
make it easier to read and is shown on the 
next page.  Although it is mainly about 
Imperial Airways first extension from Delhi 
to Calcutta, it is quite clear that both he and 
my uncle were already fully aware of all the 
interesting despatches that could be obtained 
with this service.  This period was probably 
the busiest time for the development of new 
routes. 
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Although he did not say it at the end of 
this writing, he frequently closed by 
saying “I will write to you on Tuesday” 
as this was the day to catch the post so 
that it would be carried on the next 
Imperial Airways service which left 
Cape Town early on Wednesday 
morning at this time. 
 
My thanks are due to Peter for the use of 
the press cutting. 
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Vignettes and a cover 
 

By Ed Wolf 
 
[Editor’s note: inspired by the vignettes shown by John Symons on page 15 of the December 2013 Gazette, 
Ed sent the following with some accompanying notes]. 
 
London – Budapest cover, 1935 Figs. 1 & 2): 
 

Whilst we seem to have a lot of research on the long distance flights of Imperial to India, Africa and Australia, 
the European connection is often forgotten. Here is a cover from London to Budapest on the 1st of April 1935. 
The pilot was J.T. Percy and the aircraft a DH86. The route was Cologne – Prague - Budapest but bad weather 
delayed the flight until the following day hence the backstamp of April 2nd.  The cachet was applied in 
Budapest with a plane flying from left to right, or West to East to match its flight path. For the return journey a 
similar cachet was applied to the 2nd of April mail with the direction of the plane reversed.  
 

Reference Source-Roy Wheeler  “De Havilland a Postal History” 
 

Figure 1 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
           Figure 2 
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Three labels (2 x Olympia and 1 x Plymouth) (Figs. 3, 4 & 5): 
 

The three items have some aero connection.  The Plymouth Navy Week seems to have a Calcutta in its sights! 

 

 

 
 
 
 
 
 
 

 Figure 3 Figure 4 Figure 5 
 
Vignette collection (Figs. 6 & 7): 
 

From my vignette collection I can add ONE item to those shown in the December magazine (fig. 6) and also it 
is interesting to note that my Africa to India example (fig. 7) is blue whereas the one you illustrated was black. 
 
 

 
 
 
 
 
 
 
 
 
 
 Figure 6 Figure 7 
 
 
Finally, a Bryant & May label (fig. 8) and a 
miniature sheet from the London Stamp 
Exhibition featuring a S23 flying boat (fig. 9)  
 

 

 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 8 
Figure 9 
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When Heracles met Hindenburg  
A Brief Encounter over the English Channel on Friday 21 August 1936 

 

By John Berridge 
 

For Captain Patrick Tweedie, in charge of the Imperial Airway’s Handley Page HP 42W G-AAXC Heracles, 
this was just another routine evening flight from Croydon to Paris. Being a Friday there was a full 

complement of 38 passengers, most of whom would be 
looking forward to a ‘gay’ weekend in Paris. After leaving 
Croydon and climbing to 2,500 feet the aircraft headed 
south at a leisurely cruising speed of 95mph. It was 
twilight and the co-pilot switched on the navigation and 
cockpit lights and checked that the cabin lights and other 
interior lights were operating. The stewards were busy 
serving dinner, wines and spirits to the passengers – the 
HP42 was large, steady and slow, enabling the stewards to 
offer a very good in-flight catering service. On Imperial 
Airways’ Silver Wing flights to Paris a four course lunch 
or dinner was served, inclusive in the return fare of 
£6.75p: a fair amount of money in the 1930s. 
 
It was the Hindenburg’s seventh return voyage from North 
America and for Captain Ernst Lehmann and his crew, it 
had been an uneventful flight. By 7.30pm most of the 57 
passengers had retired from the dining room to                     

 The HP 42W Heracles         the lounge area. In the lounge, the passengers were 
relaxing with drinks and listening to the Blüthner baby grand piano played by Captain Lehmann or one of the 
musically gifted members of the crew. For the passengers, there was all too little time to enjoy the luxury of 
the Hindenburg on what, for those used to taking a week to cross the Atlantic by liner, was all too short a 
journey. They had left Lakehurst, near New York early the previous day and were now heading up the English 
Channel, due to reach Frankfurt soon after 10.00 that evening.  
 
Over the Channel the radio operators on both aircraft made contact and found that although they were 
converging on each other, the Hindenburg was flying about 500 feet lower than Heracles.  The Rules of the 
Air were quite clear – ‘Aircraft give way to the airships and must avoid over or under crossing’. In the 
gathering darkness Captain Tweedie and his crew dimmed the cockpit and instrument lighting to reduce 
windscreen reflection and improve their night vision. Then they saw the Hindenburg about four miles away – 
the world’s biggest aircraft - 804 feet long – nearly ten times longer than the HP42 at 89 feet long, one of the 
largest airliners of its day. 
 
Tweedie put his aircraft into a wide descending turn in order to give his passengers a good view of the 
Hindenburg whilst the airship continued steadily on its course. The sight of the Hindenburg lit up was 
breathtaking and she appeared to be 
suspended in the dark sky. The 
Hindenburg passengers could be seen 
viewing from the promenade deck while 
the control gondola, engine nacelles and 
the 19´ 9´´ props were fully illuminated. 
All too soon the airship had majestically 
passed on its eastern course to Germany. 
The Heracles, heading for Paris 
signalled ‘Auf Wiedersehen Hindenburg 
- all clear.’ 
 
 

References: The LZ 129 Hindenburg    airship  
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R.A.N.A. advertisement 
 

By Peter Wingent 
 
In the summer of 2013 I visited the British Library Newspapers and Periodicals Division at Colindale, 
London.  One of the newspapers held on microfilm is the “Bulawayo Chronicle” and I thought readers might 
like to see the striking front page advertisement R.A.N.A. took out in the 27 January 1938 edition to advertise 
the new services they operated from 1 February.  The original is A3 size. 
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[I include this last item with some embarrassment and only after some gentle persuasion from Stan – Ed.] 

 
Many thanks to Peter 

 

By Stan Wheatcroft 
 

In September 1993 I wrote the first issue of the Imperial Airways Gazette after seven of us, including Peter, 
had got together and started the Imperial Airways Study Group.  The other members were Norman Clowes – 
Cardiff, Duncan Crewe – Liverpool, Robert Preston – Glasgow, Bryan Stokoe – now in Horncastle, and Joan 
Widdowson – Redcar.  We had been able to get to know each other because B.A.M.S. included the addresses 
of its members if they were happy to have them publicised.  I decided that it would be a good idea to include 
colour photographs of six items in each Gazette.  This is a copy of the first photograph:- 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Initially there seemed so much to include in the Gazette that four issues were produced in the first year but 
then the number was reduced to two.  Not because of shortage of topics but because the size of the issue was 
increased.  Happily the Gazette was a success and the number of members increased.  After 24 issues I asked 
Peter if he would like to take over its issuing and I was very pleased that he accepted.  The next issue of the 
Gazette will be number 45 and Peter’s production of each issue has gone from strength to strength with the 
number of members increasing steadily.  I didn’t imagine for one moment that after twenty years it would still 
be issued and the items in it would continue to be of such high standard. 
 
Peter’s efforts to achieve such success with the Gazette are really beyond thanks and I hope he will continue 
to receive great support from everyone so that we can enjoy many more issues. 
 

 
 


