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Editorial 
 
Welcome to another edition of the Gazette.  I hope you will all find at least a few items of interest within and, 
as always, I heartily thank those of you who have contributed.  However, you may notice that this edition is a 
shorter one than usual; a glance at the Contents page opposite will show you the reason which is that, apart 
from myself, there are only three other contributors.  This is the twenty fifth edition I have produced and I 
think that in every one of them I have begged for contributions.  Like me, you may have noticed that the last 
few editions have been getting smaller so now, rather than more begging, I state simply that there are twenty 
three members of this group but without contributions, there will be no Gazette.  So over to you! 
 
On a brighter note, there are three items of bonus material on the disc.  For the first we must thank Richard 
Beith who sent me scans of a document published in Malta, recording a speech made there in 1927 by Sir 
Alan Cobham.  He was addressing the Select Committee of the Legislative Assembly on the subject of how to 
encourage airlines to call at Malta.  It is interesting to read with hindsight his ideas given at such an early 
stage in the development of long distance air routes.  There is also a question and answer session recorded at 
the end of the document.  Rather than incorporate this item into the body of the magazine, I have included it as 
a stand-alone on the disc, in line with my editorial policy that articles in the magazine must contain some 
content written by the senders.  However, I am very happy to include scans of interesting documents or pages 
from old magazines as bonus items.  I hope you all find this policy acceptable.  I think it is in line with other 
philatelic magazines because I cannot think of any which include large numbers of pages containing only 
scans.  I am happy to receive your thoughts on the subject. 
 
The second bonus item is an updated version of an article I wrote on the D.L.H. Athens ~ Berlin service which 
first appeared in black and white in the June 2005 Gazette.  That was 18 pages long but I have made 
corrections and additions in the intervening years resulting in the length increasing to 25 pages and, of course, 
it is now in colour.  As I think it is far too big to be included in the magazine, I offer it as a stand-alone item 
which I hope will be of interest to those of you who were not members eleven years ago.  To those of you who 
were, and are interested in the D.L.H. service, please use this version rather than the first one because there 
are a number of corrections to the timetables, as well as some additional ones. 
 
Finally, the third bonus is a folder named “Echo photos” which contains eighteen photographs from the 
“Southern Daily Echo.”  The story is this: during 1995 and 1996 I visited Southampton library many times to 
go through the editions of the “Southern Daily Echo” to obtain the reports which I included in my book on the 
Empire Flying Boat Services.  At that time the newspaper was on microfilm, and still is, so it was impossible 
to obtain reasonable quality prints of photographs from the very scratched microfilm.  A few weeks ago I was 
in the library and was told that although one still has to view the newspaper on microfilm, prints can be taken 
on a digital printer.  The quality, whilst not being perfect, is much improved and it must be remembered that 
the Echo photographs are, I think, unique and because the Echo offices were bombed and destroyed during 
WWII, the original photographs are lost.  Thus, these digital prints are, I hope you will agree, a lot better than 
nothing.  They are big in size but when reduced to around 3 inches high (7.5 cm.), the quality is acceptable. 
The photos all have their original captions and the file names give the date of the Echo in which they were 
published in the order of year-month-day.  Below left is an original microfilm print taken in 1996 and right is 
a digital one taken in 2016 for comparison.  Thank goodness for modern technology! 
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UK – Calcutta – New Zealand 1933 Air Mail? 
 

By Robert Clark 
 
Aerophilatelists often ‘tried their luck’ with first flight covers sending them to unusual destinations with, at 
least in the early years, a high proportion of success. The air mail cover and postcard shown in this article 
were both postmarked in Rochdale on 30th June 1933 and are addressed to New Zealand. They are routed to 
be sent by the first regular London – Calcutta air mail service (IE 223) by Imperial Airways and Indian Trans-
Continental Airways which left London on 1st July and arrived in Calcutta on 8th July 1933. 
 
The cover (Figure 1) is correctly franked with 8d while the postcard (Figure 2) is correctly franked with 4d to 
cover the fee for: ‘By air to Karachi and in India.’  However, they have neither the usual Karachi – Calcutta 
first flight cachet nor any other transit marks on the back and so there is no proof that they were actually flown 
on the service. On mail originating in Karachi the cachet was inscribed ‘Karachi – Calcutta / 7 JLY.33 / First / 
Airmail’ and was often used as a postmark (as shown in Figure 3). For mail originating elsewhere, I have seen 
scans of covers with either the ‘7 JLY’ cachet or with an identical cachet, but dated ‘8 JLY’ which I assume 
was applied after arrival in Calcutta. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 

Figure 1: Britain to New Zealand routed via Calcutta 
 
This airmail route would certainly not have sped up the service to New Zealand compared with sending the 
items by surface mail. Although use of the Karachi – London air mail service from New Zealand remained in 
existence from 1930 until replaced by the Australia – UK air mail service in December 1934, the use of the 
Karachi air mail service in the opposite direction to New Zealand was withdrawn in May 1930 as it was 
slower than surface mail via the USA and it was never reinstated. The only partial air mail route from Britain 
to New Zealand at that time made use of the internal Australian air mail from Perth to Adelaide and, from 
May 1933, the GPO Air Mail leaflet had the following note against that service: ‘5 days’ gain over mails via 
Suez. (No gain over mails via N. America)’. 
 
Let us return to the question of whether these items were flown to Calcutta. Support is given by the footnote in 
the contemporary GPO Air Mail leaflets: Correspondence can be sent by air mail, if the sender so desires, to 
countries not directly served by the air services shown in this leaflet upon payment of the air postage, as 
shown above, to the country through which the letter is to be forwarded. ... 
Correspondence sent by this means must be superscribed to indicate the poster's intention, e.g., "By Indian air 
service to Karachi." However, the absence of the Karachi – Calcutta cachet and any other Indian transit marks 
gives me doubts. 
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Figure 2: Post Card from Britain to New Zealand routed via Calcutta 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 

Figure 3: Karachi – Calcutta showing cachet as postmark 
 
The cover from Karachi in Figure 3 has, on the reverse, a delivery postmark in Calcutta dated 9th July, but 
does not have the ‘8 JLY’ cachet. I have not seen a cover with both the ‘7 JLY’ and the ‘8 JLY’ cachets. 
 
If the two items to New Zealand were flown on the first flight, I assume that the route from Calcutta would 
have been via Madras to Colombo where it would join the UK – Australia mail service and be sent by sea to 
Freemantle. That would be followed by train from Perth to Sydney and then by sea to New Zealand. 
 
An interesting point is that the published Imperial Airways 1933 summer timetable [1, 2] shows the departure 
time from Croydon for the Indian Service as 12.30 on a Saturday while the May 1933 Air Mail Leaflet shows 
the last time of posting in the Air Mail Letter Box outside the GPO London for mail ‘By air to Karachi’ as 
1.30pm. The reason seems to be that in Summer 1933 there was a later flight to Paris that left Croydon at 
15.30 arriving at Le Bourget at 17.45 [2]. The Imperial Airways Indian Service from Paris was by rail to 
Brindisi and did not leave Gare de Lyon until 22.15 [1] or 22.25 [2]. There is also a footnote in the timetable 
that passengers can take a later plane to Paris as long as it left Croydon before 16.30 [2]. In any case, there 
should have been no trouble with the items in this article being posted in time as they are postmarked at 7pm 
in Rochdale on Friday 30th June. 
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I would be interested in readers’ views on whether or not these items were flown on the first regular Imperial 
Airways service to Calcutta and whether other covers are known without the Karachi – Calcutta cachet. It 
would also be interesting if anyone has similarly routed covers addressed to destinations beyond Calcutta. 
 
References 
 

[1]  P. Wingent, Aircraft Movements on Imperial Airways’ Eastern Route, Winchester, 1999. 
[2]  Airline Timetable Images, available at: www.timetableimages.com 
 
 
 

Captain A.S. Wilcockson helps a student 
 

Material provided by Duncan Crewe 
 
The material shown here was almost lost forever because it had been stored in a garage and was discovered 
when the owner decided to have a turnout.  Luckily for us, a member of Duncan’s local stamp society asked 
him if he was interested in it, even though years of damp had resulted in pages becoming stuck together.  
Duncan was able to part them without causing damage and he has generously sent copies for us all to enjoy.  
The letter from Capt. Wilcockson sets the scene: 
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The ‘paper’ to which Capt. Wilcockson refers in his letter now follows, interspersed with the photograph of 
Caledonia and pages from the brochure he sent: 
 
 

Flying Boats 
By Captain A.S. Wilcockson 

 
It is generally thought that the flying boat was not used operationally in Civil Aviation until 1929 when 
Imperial Airways introduced the Short Calcutta boats to operate the trans-Mediterranean sector of their UK-
India service. This however is not strictly accurate. The British Marine Air Navigation Company first 
demonstrated the role that the flying boat could play in this new method of transport by operating a service 
between Southampton and the Channel Islands with two Supermarine Sea Eagles. A flying boat operation was 
essential in this case as there was no aerodrome in existence on the islands. The company was one of those 
absorbed by Imperial Airways on its formation in 1924 and the flying boat service was then closed down, not 
because of any operational difficulty but because it was quite uneconomic at this time.  
 
Flying boats were not used again until 1929 when 3-engined Short Calcuttas were put into service on the 
Mediterranean sector for much the same reason they were used originally on the Channel Islands route. These 
boats gave yeoman service between Genoa and Alexandria and later between Athens and Alexandria. 
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In 1930 Short Brothers produced a development of the Calcutta. This was the Kent, fitted with four Bristol 
Jupiter engines and capable of carrying some 16 passengers and 1½ tons of mail. These aircraft were 
extremely comfortable and were well liked by all passengers. 
 
It was at this time, 1930, that agreement was reached for the operation of a UK – South Africa service. The 
position at this time on the South Africa route was that a sufficient number of aerodromes was available for 
the service but many of them were far from ideal, being small fields and subject to flooding in the rains, 
especially between Khartoum and Kisumu. It was therefore decided to use the flying boats on this sector. The 
decision was influenced by the fact that the new Kent class aircraft were taking over the Mediterranean sector 
from the Calcuttas which were then transferred to the Khartoum - Kisumu sector where they continued in 
operation until 1933. By this time a lot of work had been done on the aerodromes at Juba and Malakal which 
were now considered to be operational. The flying boats were withdrawn and the whole route, Cairo to South 
Africa was operated by landplanes including the historic HP 42s which were later replaced by the Armstrong 
Whitworth Atalanta, Britain’s first heavy 4-engined transport monoplane. These aircraft continued to operate 
this route until the introduction of the Short Empire boats.  
 
 

The whole situation on the Empire routes was radically changed in 1935 when the Government decided to 
implement the All-Up Empire Air Mail Scheme. This called for the carriage of all ordinary mail without 
surcharge and it was visualised that 2,000 tons of mail annually would have to be carried over and above that 
already being handled by Imperial Airways. This meant that there would have to be a large expansion of the 
Company’s fleet to meet the commitment. 
 
In the previous year Imperial Airways Limited had placed an order for two S.23 4-engined monoplane flying 
boats with an all up weight of 40,500 lbs, later increased to 42,000lbs, as normal replacements for the Kents 
on the Mediterranean. It was the Company’s intention to give this aircraft pretty severe testing under service 
conditions before placing a large order. The All-Up mail scheme however made it necessary to increase the 
fleet without  delay and a decision was made to order 28 S.23s straight off the drawing board. This meant that 
the Company was backing its faith in British flying boat design to the tune of some £1¾ millions which at this 
time was a lot of money: this incidentally was the beginning of the flying boat era. 
 
The decision to switch to flying boats was by no means a haphazard one as a number of factors had emerged 
through years of operating experience which made the decision logical. 
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By the end of 1936 five of the new boats were in commission and in the following year the Empire routes 
were being turned over to flying boats. The empire boat certainly revolutionised air travel at this time. It was 
capable of operation on a worldwide basis and provided comfort far in advance of any aircraft then flying. It 
carried 24 passengers in addition to a large load of freight and mail. 
 
A further 9 of these boats were ordered with an all up weight increase to 48,000lbs for direct take off and two 
of these latter aircraft, Caledonia and Cambria, carried out the experimental North Atlantic flights in 1937. 
The policy of serving the Empire with flying boats had a big effect on the pilots, the majority of whom had 
never flown a flying boat and many anxious hours were spent on deciding whether or not to become web 
footed. I had no particular wish to operate on the Empire routes but it was apparent that as Canada was the one 
remaining part of the Empire not linked with the homeland, every effort would be made to do this by flying 
boat and it was with the North Atlantic in mind that I decided (a) to transfer to boats and (b) to get a First 
Class Navigator’s certificate which in those days was a very rare certificate indeed. 
 
The decision to employ flying boats on all 
the Empire routes also meant that some 
25,000 miles of ground organisation had 
to be switched from a land to water 
operation. This task was carried out very 
speedily so that by mid 1938 flying boat 
operations were taking place from UK to 
South Africa, India and Australia. The 
experience that Imperial Airways had 
gained in some 10 years of landplane 
operations enabled them to decide on 
areas of sheltered water that might be 
suitable; these varied from harbours and 
river estuaries to lakes, rivers and 
reservoirs. In France we used the harbour 
at St Nazaire, the river at Macon and the 
large lake at Marignane at Marseilles. In 
Italy we used Lake Bracciano just outside 
Rome which is actually the crater of an 
extinct volcano. The South African route 
was served by the Nile, Lake Victoria and 
the eastern coast from Mombasa to 
Durban. Many historic places were also 
used on the route from Egypt eastwards to Australia, one being Tiberias on the Sea of Galilee. In India the 
Ganges and lakes provided good flying boat areas and at Raj Samand a reservoir was used en route from 
Karachi to Calcutta. Southwards to Australia sheltered harbours, rivers and bays were used through Burma, 
Strait Settlements as they were then known and Java; all these places had to be equipped with launches for 
passengers, mail and freight, refuelling barges, floating wireless and control launches and all the various 
facilities for the operation of a major airline. 
 
My own main interest was connected with the North Atlantic. Apart from many adventurous and isolated 
flights made over the years since Alcock and Brown’s breathtaking flight in 1919. No really serious 
commercial flight had been attempted on the North Atlantic, mainly because there was no aircraft capable of a 
flight of this description but also because of the high cost of an experimental operation. Serious thought had 
however been given to this problem and the Government had gone ahead with the construction of a large 
airport at Hattie’s Camp Newfoundland, now the justifiably celebrated Gander Airport. Luckily, as far as I 
was concerned the construction of land aircraft to be used on the Atlantic was delayed and the flying boat was 
available first. I had been more or less promised the first experimental flight providing I could obtain a First 
Class Navigator’s Ticket. This I had succeeded in doing in 1936 and I was offered command of Caledonia for 
the initial flight. By this time the Government had laid on the communication and navigation aids. It is true 
that the latter were rather sketchy and consisted of non directional beacons at Foynes in Ireland and at 
Botwood, the flying boat base in Newfoundland. The aircraft itself was fitted with a manually operated loop 
as the range of the beacons at either end was rather limited. It will be seen that from the navigational point of 
view we were rather on our own. 
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The flights were arranged in conjunction 
with Pan American Airways who were 
themselves just about ready to enter the 
North Atlantic sphere. Both companies 
attached great importance to the plan for a 
joint flight in which both flying boats 
would take off on the same evening – the 
one from Ireland and the other from 
Newfoundland – and would arrive 
respectively in the New World and the Old 
at about the same time. This co-operation 
had been planned for diplomatic, no less 
than commercial reasons. 
 
Caledonia and Cambria were allocated to 
carry out these experimental flights and 
Captain Griffith Powell, one of Imperial 
Airway’s very experienced flying boat 
Captains., who is now General Manager of 
Bahamas Airways Limited, was appointed 
in command of Cambria. 
 
After a considerable amount of test work 

and planning both companies were in a position to commence the flights in July 1937. 
 
I left Southampton for Foynes on the first experimental flight on Sunday July 4th about 9-30am. The weather 
conditions were rather miserable with low cloud and rain which lasted until we reached the Irish coast at Cork. 
Conditions on the Shannon were good and we spent the afternoon in conference with the meteorological 
officials of our own Air Ministry and the Irish Free State. The weather forecasts for the Monday night 5/6th 
July were fairly good and I decided to give the 24 hour warning that we would start as planned the next day. 
We also received the 24 hour warning from Captain Gray of the Pan American Airways Clipper III of his 
intention to start. 
 
Midday on 5th July we had another full 
scale meteorological conference which 
produced a quite favourable forecast and 
the decision was made to start at 6pm. The 
forecast showed unpleasant weather for the 
first 500 miles with a fairly strong head 
wind but with conditions improving 
afterwards all the way to Newfoundland 
with the wind dropping considerably. My 
estimated flight time was 16 hours. 
 
We did not slip our moorings until 6.40pm 
and took off at 6.53pm. The weather at this 
time was very unpleasant, a strong 
westerly wind was blowing with low cloud 
and rain – a really miserable evening. We 
passed Loop Head at 7.14pm and this was 
our last glimpse of land for 2000 miles. In 
spite of this I think we all felt a distinct 
feeling of relief as we saw the Irish coast 
disappearing as a dim grey line in the rain. 
All the worry of preparation and 
organisation were over and it was now a 
straightforward job of work. 
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The cloud continued to get lower and by 
7.30pm we were flying at 200ft and were 
still in and out of cloud. This however 
lasted only a short time and by 8pm I was 
able to fly at 800ft but still in fairly heavy 
rain. During this period we received a 
succession of bearings from Foynes which 
indicated a slight drift to the south and 
corrections were soon made. These 
bearings however soon became erratic as 
our distance from shore increased. About 
this time we had to make a broadcast to the 
BBC and were then able to settle down to 
routine. We passed over several small ships 
but were unable to make contact with them. 
 
By dark we were some 500 miles out and 
secured our last drift sights for the night; 
we estimated our speed at 127 mph. At 
11.30pm we made contact with the SS 
Alaunia who was in a good position for a 
ground speed check. Loop bearings on her 
showed that our estimated ground speed of 

127 mph was correct. Between 1 and 1.45am we were in contact with the steamers Beaverdale and Black 
Hawk and from their bearings estimated we were some 15 miles south of track. The bearings from these two 
ships were extremely good and we were able to fix our position fairly accurately. The weather still showed no 
signs of breaking. The sky was overcast and it was still raining. We were flying at 1,200ft and had not seen a 
glimpse of the sky since leaving Ireland. 
 
It was not until about 3.30Am that a short break occurred and we were able to obtain sights on two stars which 
were in ideal positions for obtaining a fairly accurate fix. One was the planet Jupiter the other was the bright 
star Arcturus and the resultant fix showed that we were still slightly south of track and our speed had 
increased to 137mph. 
 
At 4.30am we ran into fog – this made 
little difference as it had been one of the 
darkest nights I had known. One and a half 
hours later we came out over a great carpet 
of cloud and fog and had our first clear 
view of the sky. The great white layer 
below us stretched to infinity and shut off 
all view of the water. Good weather 
reports were coming in from Botwood 
with good visibility and very light winds 
and we all felt that nothing could now go 
wrong. By 8am the fog had dispersed and 
we were flying under ideal conditions – 
the cloud and rain had vanished, the sea 
and sky were as blue as a Riviera 
playground. 
 
By 8.30am we were able to wireless a 
fairly accurate time of arrival of 10am 
GMT. At 9.15am we caught our first 
glimpse of Newfoundland and crossed the 
coast about 12 miles south of our expected 
landfall, landing at Botwood at 10.03.am.  
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This seems to be quite a dramatic account 
of such a humdrum thing as an Atlantic 
crossing but it must be remembered that 
this flight was made some 24 years ago 
with little help from ground aids, no large 
fuel reserves, not a great deal of experience 
of North Atlantic meteorological 
conditions and forecasting and alternates 
that consisted of any water area where you 
could drop anchor. There was however 
nothing haphazard about these flights and 
they were well organised and ran to 
schedule. 
 
The last stage of the flying boat operations 
was the development of the empire boat to 
be capable of carrying passengers across 
the North Atlantic and the first of these 
aircraft – the Golden Hind – was launched 
in 1939 and two further aircraft shortly 
after. The all up weight had been increased 
to some 75,00lbs with an estimated range 
of 3,000 miles. The war stopped these 

boats being used on normal passenger services and they were taken over by the RAF. This was more or less 
the end of the flying boat era except for the operation of the Boeing 314 during and just after the war. The 
Princess flying boat was never put into service and civil aviation returned entirely to land based aircraft. 
 

Captain Wilcockson, 1961. 
 
 

Instone Air Line post cards 
Material provided by Duncan Crewe 

 
 
Duncan kindly sent scans of these hard-to-
find post cards of aircraft operated by one of 
Imperial Airways’ predecessors. 
 
Both cards feature the Vickers Vimy 
Commercial G-EASI, named City of London. 
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Aerodrome Hotel double-sided leaflet 
 

Material provided by Duncan Crewe 
 
Duncan kindly sent scans of both sides of 
the leaflet illustrated here.  It was produced 
by the Aerodrome Hotel at Croydon and 
provides a fascinating and informative 
snapshot of the airlines using the airport and 
their services during the summer of 1932. 
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Greek air mail advertising labels 
 

By Peter Wingent 
 
It is over ten years since the Greek air mail advertising labels were featured in the Gazette.  In the edition of 
December 2003, a label attached to a cover flown from Rambang to Athens on the first return service from 
Australia in December 1934 was shown and in the editions of June and December 2004, covers bearing the 
first issue of labels were included. 
 
Until recently, my only source of information for these labels was D. Field’s catalogue [1], which illustrates 
two different types of label.  However, I have four types in my collection and I wondered just how many there 
might be.  I wrote to Mr. Mike Basker, the editor of the Hellenic Philatelic Society of Great Britain (HPSGB) 
who very kindly trawled through the society’s journals and sent me copies of a number of articles.  The most 
informative of these is one written by Mike Goddard [2] in which four types of label are listed and described 
in detail and it is his research upon which this article is based. 
 
The labels were produced and applied to incoming air mail letters to encourage the public to reply by air mail 
and to use air mail services generally.  D. Field states that they were applied only to mail carried by Imperial 
Airways African and Eastern services and not to mail from Europe (applied to the first two types only).  The 
labels were produced with a gummed strip on one side of the reverse and were applied to either the front or 
reverse of covers and tied by a Greek air mail arrival cachet, reputedly so that they should not be removed.  
The labels were not issued to the public but were applied to envelopes only by Post Office clerks.  
 
Label type 1: 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Above: cover Cairo – Athens with label 
applied on the first day of issue. 
 
Left: facsimile label with translation. 
 
Date of issue: 18 May 1933. 
 

No. printed: 1,000 
 

Colour:  Salmon pink. 
 

Place used: Athens. 
 

Size:  98 x 65 mm. 
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Label type 2: 
 
 
 
 
 
  
 
 
 
 
 
 
 

 
 
 
 
 
 
Label type 3: 

 
 
 
 
 
 
 
 
 

 

Above: cover Jadotville, 21 Aug. 1933 – Athens, 31 Aug.  Sent by 
train to Elisabethville, then flown by Aéro Club du Katanga to 
Broken Hill, then flown by Imperial Airways service AN129 to 
Athens.  1dr. stamp paying Poste Restante fee. 
 
Left: facsimile label with translation. 
 

Date of issue: 14 Aug. 1933. 14 Aug. 1933. 21 Aug. 1933. 21 Aug. 1933. 
No. printed: 1,250 1,250 1,250 1,250 
Colour: Green. Grey. Yellow. Sea blue. 
Place used: Athens. Athens. Salonika. Salonika. 

 

Size: All 81 x 55 mm. 

Above left: cover, Cairo 11 June 1934 – Athens, 12 June.   Above right: facsimile label with translation. 
 

Date of issue: 6 Dec. 1933* No. printed: 14,000. Colour:  grey-blue. Place used:  Athens. 
 March 1934 No. printed: unknown.  Colour:  dark blue. Places used:  Athens, Jannina, 

   Patras, Piraeus & Drama. 
 

*Used on 6 Dec. on incoming foreign mail and from 8 Dec. on incoming internal mail. 
 

Size:  both 58 x 41 mm. 
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Label type 4: 
 

 

 
 

 
 

 
Please note that the sizes stated of the labels are approximate.  I have noticed slight variations between those 
given by Goddard and actual measurements of the labels on my covers. 
 
To the best of my knowledge, only the four types of label included here were issued, but perhaps others exist.  
From the facsimiles with English translations which I have provided, it can be seen that the wording varied 
slightly from type to type. Surprisingly little has been written about them.  Apart from the two sources already 
quoted, the only other one I am aware of is a checklist contained in Mike Goddard’s book [3].  The internet 
yielded nothing.  However, I would be delighted to learn of any additional information readers can provide.   
 
Acknowledgements: 
 

My grateful thanks to Mr. Mike Basker for sending me articles from the HPSGB journal. 
 
References: 
 

[1] Field, D., Priced Catalogue of Air Mail Stamps and Airposts of the World, D. Field, second edition, 1934, 
pp. 268 & 271. 

[2] Goddard, M., Greek Airmail labels, journal of the Hellenic Philatelic Society of Great Britain, Vol. 106, 
pp. 18 – 19. 

[3] Goddard, M., The Air Posts of Greece, 1912 – 1984, Philathens Ltd., 1986. 

Date of issue: Goddard states 1939, with day and month 
unknown. Athens backstamp is 10 January 1938.   
 

No. printed: unknown. 
 

Colour: pale blue. 
 

Place used: Athens. 
 

Size: 59 x 39. 

Left & below:  front and reverse 
of cover flown to New York, sent 
by trans-Atlantic steamer to 
U.K., then flown by Imperial 
Airways African service AS56 
from Southampton to Athens.  

Right: facsimile label 
with translation. 
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Imperial House at Berth 108, Southampton Docks 
By Peter Wingent 

 
I have never been able to discover when the building named Imperial House at Berth 108 in Southampton 
Docks was first used.  Prior to it being built, a report giving details of its intended use and the architect’s 
sketch shown in fig. 1 was published in “The Southern Daily Echo” of 27 March 1939 [1].  During recent 
visits to Southampton Library I have discovered more of the story of this building.  

Figure 1 
 
 
 
 
 
 
 
The report of 27 March 1939 ended by saying that, 
“Construction of the building is expected to be 
completed in about two months.”  That would have been 
by the end of May.  However, the concluding paragraph 
of a report published in the 6 June 1939 edition of the 
“Echo,” shown in fig. 2, stated that, “Good progress is 
being made with the construction of Imperial Airways’ 
new terminal building at Southampton Docks, and it is 
expected that the building will be completed in about six 
weeks.”  That would have been by mid-July. 
 
I have shown the report in full because it was not 
included in my book of “Echo” reports [2] and thus will 
be new to all readers. 
 
I also found a photograph, not accompanied by a report, 
in the edition of 1 July 1939, shown in fig. 3.  The 
building work looks far from complete and I doubt that 
the terminal would have been capable of processing 
passengers in just another two or three weeks. 
 
Despite careful browsing of subsequent editions up to 
the end of August 1939, I have been unable to find any 
further reports relating to Imperial House but I feel sure 
that had the building opened for use, the “Echo” would 
have reported the event. 
 Figure 2 
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The last Empire flying boat service to use Southampton before the transfer to Poole, was on 1 September 1939 
and I suspect, but cannot prove, that the Imperial House terminal was still not ready for use.  When services 
resumed using Southampton instead of Poole in mid-October 1939 the building was most likely finished but 
two questions spring to mind: 1) were civilian passengers being carried on Empire services at this time? I 
doubt it and 2) was Berth 108 still being used?  I don’t know the answers, can any readers help?. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 3 
 
Alistair Arnott [3] states that during the war the building was used by the U.S. Army.  It is unlikely that they 
occupied the building before 1943/1944 and I do not know if it was in BOAC hands until then.  The 
photograph in fig. 4 was taken in 1947 and that in fig. 5 in, or later than 1969 (the Mini registration is H) and 
the building still has the U.S. Army sign board. 

 
Figure 4 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
          

           Figure 5 
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Fig. 6 is taken from a 1968 Ordinance Survey map.  It is the only one I could find in the Hampshire Record 
Office which named Imperial House.  Fig. 7 is an aerial photograph of unknown date in which Imperial House 
can be seen clearly although rather small, so I have indicated the building with a white arrow.  The Cunard 
White Star liner Queen Elizabeth is in the King George V Graving Dock. 

Figure 6 (Imperial House and Berth 108 arrowed) 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 7 
 
References: 
[1]  Wingent, Peter, Imperial Airways’ Empire Flying boat Services, 1936 – 1939. Published privately by the 
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A Debutante Flies to Cape Town 
 

By John C. Symons 
 
In 1930 a young debutante arrived at the National Flying Services Club at Hanworth, Hounslow, London.  She 
was Peggy Salaman, a prominent London socialite, and a name soon to be recognised as a pioneer aviatrix 
setting a record on the Great Britain to South Africa route. By the early part of 1931 she had secured an “A” 
pilot licence, and set about purchasing a plane. With financial help from her mother, a nineteenth birthday 
present, she procured a de Havilland DH80 Puss Moth G–ABEH which she christened “Good Hope.” Her first 
venture was to take part as a passenger in the 1931 King’s Cup Air Race, the Puss Month was piloted by Lt. 
Cdr. Geoffrey Rodd RN. They finished third, but were winners of the Wakefield Cup, having achieved the 
fastest lap.  
 
Far from satisfied with this fine achievement Peggy set about 
accomplishing her primary objective, to undertake a solo flight from 
England to South Africa. With her lack of experience and wanting to 
accomplish the feat before her twentieth birthday, she recognised this 
would not be possible, and that she would need to be accompanied 
by an accomplished pilot and navigator. Following a number of 
refusals she ultimately obtained the services of A. Gordon Store, an 
assistant instructor at the London Aeroplane Club. Preparations were 
immediately put in hand for a departure late in 1931. 
 
On Friday 30th October 1931 at 23.00hrs GMT “Good Hope” took 
off from Lympne. At 15.15hrs GMT the following day the pair 
arrived in Athens, having made refuelling stops at Le Bourget and 
Rome. At 02.10hrs GMT on 1st November they continued their 
journey to South Africa, arriving in Cairo at 08.25hrs. After rest and 
refuelling they departed for Khartoum, again with a stop to refuel at 
Wadi Halfa which was reached by mid–afternoon where they 
remained until midnight, when they continued on to Khartoum, and 
Juba. On arrival at Khartoum at 07.20hrs local time they were told 
by RAF personnel that following a compass course over the marshy 
Sudd region was not permitted, and they should follow the Malakal 
to Juba road. They departed from Khartoum at 08.45hrs local time 
following the Nile to Malakal and then the road to Juba, but finally 
resorted to a compass track as a result of the many diversions taken 
by the road. They arrived at Juba at 17.00hrs local, where they were 
told that night flying across Southern Sudan was not permitted. 
 
It was at Juba that the second event occurred that attracted 
considerable press attention, and the date 2nd November is 
significant, for at this time Imperial Airways was beginning to staff 
its new airfields for the extension of their service to South Africa, and it is from an album of photographs 
compiled by an Imperial Airways’ employee that the illustrations below were taken. And the event in question 
was the gift of a couple of lion cubs named Juba and Joker given to Peggy by a big game hunter, possibly 
named Ebenhoff. The two cubs were flown to Kimberley, from where they were carried by rail to Cape Town, 
reunited with Peggy and taken back to England by sea. 
 
With an 06.00hrs local time departure, they reached Entebbe by 09.00hrs local; once refuelled they set off for 
Abercorn. Again, confusion resulting from attempting to follow a road forced an unforeseen landing: a result 
of approaching nightfall leaving insufficient time to reach Mpika. A safe landing was made in a clearing in the 
bush, there they remained for the next 11 hours, departing at first light on 4th November, and arriving at 
Mpika at 05.40hrs local on 4th November. After a short break, and refuelling they departed for Kimberley, 
arriving at 18.45hrs local. There they remained until the early hours of 5th November, departing for Cape 
Town at 03.15hrs local, with Peggy in the first pilot’s seat. The “Good Hope” landed at Wingfield Airport at 
07.30hrs local, 5 days, 6 hours and 38 minutes after their departure from Lympne, a reduction of more than 26 
hours on the previous record set by Glen Kidston. It was not a record that was to last for any length of time, 
for on 28th March 1932, Jim Mollison landed on the beach at Cape Town to cut Peggy Salaman’s and Gordon  
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    The cubs at the front of the Juba hotel. 

                                    Author’s collection             
 

 
Store’s time by some 13 hours. 
Following an ecstatic reception, 
the Puss Moth was crated and 
shipped back to England, 
accompanied on the voyage by 
Peggy and her two lion cubs 
she had been given in Juba. 
And what happened to the two lion cubs? They appeared in the 
Christmas circus at Olympia and then went on the road with 
Bertram Mills' Circus. In October 1932 they were reported as 
being “sturdy young lions” who were “a picture of health.” So 
that turned out well, but not by today’s animal welfare 

standards. A small quantity of mail was carried, 
approximately ten in number, and therefore not readily 
come by. Argyll Etkin featured one in their 2012 sale 
estimated at £500 to £600.  
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Just after smashing London–to–Cape record. 
Cape Town, South Africa …… Miss Peggy Salaman, 
standing “Good Hope” in which she set a new record for 
speed between London and Cape Town. The 19–year–
old flyer, was caught by the camera here at the end of 
the end of the record– breaking flight. 

International News Photos. Inc. 
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Missed the boat ~ three times! 
 

By Peter Wingent 
 

The cover shown in fig. 1 was posted in Sydney on 8 December 1936 and is addressed to Howard Young, the 
Chief Refrigeration Engineer on the Port Line refrigerated cargo ship T.S.S. Port Nicholson.  He should have 
received the letter on 29 December when the ship arrived at Cape Town but in fact he had to wait until 10 
February 1937 before he could read it: a full two months after it was posted and by that time the letter had 
travelled approximately 28,000 miles, only to be delivered to Howard Young in Auckland, New Zealand, just 
1,300 miles from where it was posted! 

 
The cover was re-addressed 
three times: first to Sydney, 
then to Wellington N.Z. and 
finally to Auckland. 
 
The backstamps are Sydney 
Air Mail Section G.P.O., 8 
Dec. 1936 (original 
posting), Alexandria, 19 
Dec. and Sydney, Posted 
Oversea Box, 29 Jan. 1937. 
 
 
 
Figure 1 

 
The 2/9d. postage on the 
cover paid for carriage by air  
(up to ½ oz.) both to Egypt 
and from Egypt to South 
Africa.  (The Australian P.O. 
advertised two rates to South 
Africa, the other being 1/7d. 
per ½ oz. for carriage by air to 
Egypt only).  
 
Red pen strokes cancelling air 
mail label were applied by the 
Cape Town P.O. 
 
 
The following is the story of the cover’s roughly circular journey, the route of which is illustrated in fig. 2. 
 
Sydney to Cape Town: 
 

From Sydney, it was sent on 8 December by the night mail train to Cootamundra from where it was flown to 
Charleville on the morning of the 9th by the Butler Air Transport feeder service which departed 06.00 and 
arrived in time to connect with the 12.30 departure of Imperial Airways service IW504, which operated as 
follows: 
 

Charleville – Singapore: Qantas DH86 Canberra. 
Singapore to Sharjah: AW XV Aurora. Sharjah – Alexandria: HP42 Hannibal. 
Singapore – Karachi: AW XV Arethusa. Karachi – Alexandria: HP42 Hengist. 
 
Two aircraft were employed on the Singapore to Alexandria stage no doubt due to a large load of Christmas 
mail.  Hengist arrived at Alexandria on 18 December and Hannibal on the 19th.  As the Alexandria arrival 
backstamp is 19 December, it is reasonable to assume that the cover was carried by Aurora and Hannibal. 



Imperial Airways Gazette                   June 2016 (Issue 49)         21 
 

From Alexandria, the cover should have been carried by Imperial Airways’ African service AS406, which 
departed on the 21st and arrived Johannesburg on the 26th.  South African Airways operated a Jo’burg. – 
Kimberley – Cape Town service the day after the arrival of I.A. services at Jo’burg. and thus the cover should 
have arrived at Cape Town on the 27th.  Port Nicholson arrived Cape Town 29 Dec. and sailed the following 
day (see fig. 3) and thus the letter, having arrived two days earlier, should have been delivered to the ship on 
the 29th.  Clearly this did not happen and the reason is unclear.  There are a number of possibilities: 
 

 The Alexandria P.O. did not place the letter on AS406 and it was flown by the next service: AS407. 
 The Jo’burg. P.O. did not place the letter on the S.A.A. internal service. 
 The Cape Town P.O. was late in delivering the letter to the Port Line office. 
 The Port Line office misplaced the letter and found it only after the ship had sailed. 
 

Whatever the reason, the Cape Town datestamp of 5 Jan. 1937 on the front of the cover proves it had taken 
until then for it to have been re-addressed to Sydney by the Port Line office and then returned to the P.O. 

     Figure 2.  Showing the round voyage of T.S.S. Port Nicholson and air and sea connections. 
 
Cape Town to Sydney: 
 
 
 

 

 
 
 

  Figure 3. “The Times,” 31 Dec. 1936. Figure 4. “The Times,” 12 Jan. 1937. 
 

 
 
 
 

 
Figure 5. “Sydney Morning Herald,” 21 Jan. 1937.   Figure 6. “Sydney Morning Herald,” 25 Jan. 1937. 
 
The next ship to sail from Cape Town to Sydney was the Port Line S.S. Port Freemantle (fig. 10) which sailed 
on 10 January 1937 and arrived Sydney on the 30th. However, the Port Nicholson had arrived at Sydney on 
21 January (fig. 5) and sailed for Launceston, Tasmania one week earlier, on the 23rd (fig. 6).  The letter 
failed to reach Howard Young for a second time.   
 
 

There is an anomaly needing explanation at this point.  The Sydney arrival backstamp on the cover is dated 29 
Jan. 1937 and the Port Freemantle did not arrive Sydney until the 30th.  However, fig. 7 shows all the vessels 
which arrived at Sydney on the 29th and, having checked each one’s voyage records, I can say with certainty 
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that none of them had come from Cape Town.  The 
Muroran Maru had come from Japan and the 
Mooltan from the U.K. via Suez, Colombo and 
Singapore.  The other four had all been employed 
around Australia or on trans-Tasman services to and 
from New Zealand.   
 
In addition, I cannot find a record of any other ship 
sailing from Cape Town to Australia at this time.  
Thus, I feel sure the letter was carried by the Port 
Freemantle and the date of the 29th on the backstamp 
is an error and it should read 30 Jan. 
 
The arrival of Port Freemantle at Sydney at 07.00 on 
the 30th is confirmed by both the “Sydney Morning 
Herald” (fig. 8) and “The Times” (fig. 9). 
        Figure 7. “Sydney Morning Herald,” 30 Jan. 1937. 

 
 
 

Figure 8. “Sydney Morning Herald,” 29 Jan. 1937. Figure 9. “The Times,” 1 Feb. 1937. 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 10.  S.S. Port Freemantle, Port Line, 8,072 tons, built 1927, scrapped 1960. 
 
Sydney to Wellington: 
 

A clerk at the Port Line office at 26 O’Connell Street, Sydney, re-addressed the letter, using violet 
handstamps, to PORT LINE, WELLINGTON N.Z.  It transpired that the Port Nicholson called at Wellington only 
after calling at Auckland.  It is surprising that the clerk was not aware of the ship’s itinerary, or perhaps it was 
changed at a later date.  In fact the Port Nicholson did not arrive at Wellington until 4 March 1937. 
 
Whatever the case, the letter was placed aboard the Union Steam Ship Co. vessel T.S.S. Awatea (fig. 13) 
which sailed from Sydney at 20.00 on 5 Feb. (see fig. 11) and arrived Wellington at 09.15 on the 8th (see fig. 
12) and would have been delivered to the Wellington office of the Port Line the same day.  A clerk, knowing 
that the Port Nicholson would not arrive at Wellington for almost another four weeks, re-addressed the letter 
to the company’s Auckland office. 
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Figure 11. “Sydney Morning Herald,” 5 Feb. 1937.  Figure 12. “Wellington Evening Post,” 8 Feb. 1937. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 13. T.S.S. Awatea, Union Steam Ship Co., 13,482 tons, built 1936, sunk 1942. 
 
Wellington to Auckland: 
 

After re-addressing, the letter was most probably posted in Wellington on 9 February and would have been 
sent by train to Auckland.  Both the Wellington and Auckland newspapers provide useful information 
regarding train services from which it can be seen that the letter departed Wellington on the evening of 9 Feb. 
via the night mail train (fig. 14) which arrived at Auckland at 07.06 the next morning (fig. 15).  Port 
Nicholson had arrived at Auckland two days earlier: on 8 February (figs. 16 & 17) and did not sail until the 
13th, so at last Howard Young received his letter. 
 
 
 

Fig. 14. “Wellington Evening Post,” 8 Feb. 1937. Figure 15. “Auckland Star,” 9 Feb. 1937. 
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Fig. 18 shows T.S.S. Port Nicholson anchored in Athol Bight (near Bradleys Head), Sydney in 1931 and fig.19 
is a timeline diagram illustrating the journey of the letter from Cape Town to Auckland. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 18. T.S.S. Port Nicholson, Port Line, 8,402 tons, built 1919, sunk 1942. 
 
 
 
 
 
 
 
 
 
 

 
 

Figure 19. 

Figure 17. “Auckland Star, 8 Feb. 1937. 

Figure 16. “Auckland Star, 8 Feb. 1937. 
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“At Moorings” Mail 
 

By Peter Wingent 
 
Shown below are the front and reverse of a very unusual item I saw on Ebay recently.  Unfortunately I was 
outbid by two other people, so I cannot scan the original and hence the illustrations are from the vendor’s 
photographs which were on Ebay and were taken at an angle to the item. 
 
I emailed Duncan Crewe and the vendor, asking if they knew the purpose of these envelopes and they both 
said that they must have been for shore station staff to send out urgent messages and/or instructions to 
incoming aircraft.  The item was advertised as an Imperial Airways envelope despite the company’s name not 
being present.  The vendor said that he had bought it in a job lot from an ex Imperial Airways employee and 
Duncan said that he had only seen one other example and that was in a display given recently by Peter Lister, 
who was of the opinion that it was an I.A. item. 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Perhaps one of you is the successful bidder?  Does any reader have any information about these envelopes? 


