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crIhe Outlook
The Auxiliary Air Force

I

T has been announced that the squadrons of the 
Auxiliary Air Force are to be withdrawn from active 
service with the R .A .F. and sent back to the cities 

and counties from which they take their name, so that 
they may lose no time in building up again the local 
connections which formed the basis of their composition 
before the outbreak of war.

«

As they exist now, the A .A .F . squadrons probably 
still retain a proportion of their original ground crews, 
but very few of the original pilots. Since the mobilisa­
tion of the R .A .F. for war, the Auxiliary squadrons 
have been merged in the whole of the national air effort, 
and vacancies in the ranks of the pilots wTere filled by 
regulars of the R .A .F ., by men of the Volunteer 
Reserve, and by Allies,’ .just as occasion served. In 
1939 the letter A  on the lapels of the tunic indicated 
an amateur as distinct from a professional— and in 
every walk of life the professional plumes himself as 
being a better man than the amateur. But by 1945 that 
letter A indicated a man with more experience than the 
bulk of the Air Force, and no one entitled to wear it felt 
any sense of inferiority. It. became a badge of pride.

All the same, the original Auxiliaries, the “  week-end 
pilots/’ were a grand crowd, and paid their way hand­
somely. The first German air raid on this country was 
made in October, 1939, on the fleet in the Firth of Forth, 
lt  was met and completely defeated by the Spitfires 
of Nos. 602 (City of Glasgow) and 603 (City of Edin­
burgh) Squadrons. Since then the country has owed 
much to the Auxiliaries. Among other things we may 
recall that at one time No. 604 (County of Middlesex) 
Squadron was outstanding among our night-fighters, and 
hat the late Air Commodore Sir Nigel Norman (once

C.O. of No. 601 County of London Squadron) was in 
charge of the air side of the 1st Airborne Division.

Auxiliary Squadrons cost the taxpayer very little, and 
they pay handsome dividends. Even ?n time of peace 
their standards of efficiency are extraordinarily high, 
and the flying of their pilots has never fallen notice­
ably below that of the regular fighting squadrons. The 
explanation doubtless is that British youth likes flying, 
and considers time put in with an Auxiliary squadron 
not as a grind and a distasteful though patriotic duty, 
but as a favourite recreation. There can be little 
doubt that those young men who join these squadrons 
in the future will be as good as the glorious company 
which plunged into the Battle of Britain in 1940.

A Disturbing Suggestion

T HE Air Ministry notice regarding the return home 
of the Auxiliary squadrons contains one para­
graph which is rather disturbing. It announces 

that it may not be possible to provide the squadrons 
with combat aircraft immediately on their return home. 
For the present the esprit de corps and the enthusiasm 
of the squadrons will be sustained by club activities, 
flying light aircraft, and ground instruction.

Club activities is an expression which suggests cock­
tail parties, dances, and suchlike. Everybody who 
comes safely back from a war wishes to relax on such 
lines for a w hile; but how such functions will sustain 
esprit de corps and enthusiasm is not clear. Ground in­
struction is all very well, and all ranks of an Air Force 
must undergo the process; but it is the” duller side of 
training, and is not likely to have an inspiriting effect. 
As for flying Tiger Moths, that will hardly make a strong 
appeal to pilots who for years have handled operational 
aircraft. There must be lots and lots of combat aircraft 
now which are surplus to the requirements of the war 
against Japan, and they ought to be made available for 
the Auxiliary squadrons. Hurricanes are no longer first- 
line fighters, but they would make a satisfying substi-

R



*3 6 F L I G H T A u g u s t  9TH, 1945

tute for Spitfires and Tempests if all the latter must be 
retained for the use of squadrons in the Far East and 
the Air Force in Europe.

We recognise that there must be great changes in the 
personnel of the Auxiliary squadrons.. They have to 
regain their local connections, which have been lost 
during the war. Many, perhaps most, of the V .R . pilots 
now in the squadrons will be transferred or demobilised, 
and their places will have to be filled by volunteers from 
the locality. These must be trained, and we cannot say 
yet whether that training will be undertaken by the 
R .A .F. schools or by the squadrons. Tiger Moths will 
certainly be a feature of the squadrons’ activities for 
some time to com e; but the sooner they all get back 
on to combat aircraft the better.

Private Enterprise in Aircraft Production

MR. T. O. M. SOPWITH, the famous pioneer in 
British flying, speaking as chairman of the 
Hawker-Siddeley group at the recent general 

meeting of the company, said: “ It was private enter­
prise which laid the foundations of the aircraft industry ; 
it was private enterprise which provided the technical 
and productive organisation capable of dealing so 
successfully with an industrial expansion of unprece­
dented magnitude.”
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In this connection we may recall that Sir Frank 
Spriggs, of the same group, took upon himself the 
responsibility of ordering 1,000 Hurricanes to be manu­
factured before the Government had passed an order 
for them. It was an act of great enterprise and initia­
tive, and we may now ask with wonder where we should 
have been in the Battle of Britain if those Hurricanes 
had not been ready to plunge into the fray. The 

thought of what might have happened to us 
if Sir Frank had waited for Government 
orders is enough to appal. The German 
plans for the treatment of Britain when con­
quered have been discovered and their con­
tents published.

The other side of the picture is provided 
by the evidence of General Weygand in the 
Petain trial in Paris. The General said that 
at the outbreak of war the strength of 
L'Armee de V air was, 450 fighters and 60 
bombers, of which about half were of 
modern types. Actually the most successful 
fighter in the hands of the French was an 
American Curtiss. Not very long before the 
war broke out, the French Government had 
nationalised practically the whole of the 
French aircraft industry. When one recalls 
that in the early 1920s, alter the reductio ad 
absurdum of the Royal Air Force, France 
was the most powerful nation in the air, her 
plight in 1939 appears especially pitiable.

France paid bitterly for her weakness in 
the air. The streams of refugees who 
choked the roads in front of the advancing 
German hordes were pitilessly machine- 
gunned by the Luftwaffe, and there was no 
adequate protection from Allied fighters. 
The Stukas and tanks of the enemy broke 
up the strong positions on which the French 
Army tried to stand, although the Stuka was 
a machine which could easily be shot down 
by any modern fighter. The B .E .F ., too, 
was short of fighters; but, thanks to the 
supply of Hurricanes ordered by private 
enterprise, Britain survived as the base for 
Allied victory.

THE G R E ATE ST A U X IL IA R Y  OF A L L  : 
Winston S. Churchill, Hon. Air Commodore of 
No. 615 (County of Surrey) Squadron, Auxiliary 
Air Force, who, coincident with the A.A.F. 
being withdrawn from active service, also stands 

down from the office of Prime Minister.
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DOING HIS PREP. : A  U.S. Marine Grasshopper, with a photographer on board, taking pictures of the next day’s artillery
and aerial bombardment targets.

WAK in the Aik
Destruction of Japanese Warships and A irc ra f t : Monsoon Flying in Burma

IT  is not surprising th at the ca ll from. 
Potsdam  for the Japanese to sur­
render has produced no results or 

that the Japanese appeal to the U nited 
States to be m erciful has evoked  no 
response. T h e first attem pts a t peace 
feelers seldom  do produce results, and 
all A siatics lo ve  bargaining. W hether 
further m oves in the sam e direction 
w ill be m ade rem ains to be seen.

T h e Japanese Prim e M inister, 
A dm iral Su zu ki, has boasted th at their 
a ircraft production w as m uch ab o ve  
w h at h ad  been expected  ; b u t added 
that had this production taken  place 
a b it earlier we w ould h av e  avoid ed  
causing m uch w orry to various 
c irc le s ."  T hose circles are o b vio u sly  
not the fleets and A ir  F orces of the 
Allies, w hich h ave continued to cut 
down the output of the en em y’s a ir­
craft production. It is not ou t of the 
w ay fo r the totals of enem y aircraft 
destroyed in a d a y  to run into three 
figures, and it is notable th at n early  a ll 
are destroyed on the ground. T h e 
Am erican 3rd F le e t, w ith  its  B ritish  
com ponent, has continued to steam

alon g the coasts of Jap an , shelling and 
bom bin g at its leisure. B y  last w eek­
end at least tw o Japanese battleships 
had been spotted from  the a ir in a 
crippled  condition, one beached and 
the other sunk. B y  now the once fo r­
m idable Japanese N a v y  m ay  be w rit­
ten off as a serious fighting force. It 
has gone dow n w ithout g lo ry. G er­
m an y m ay take pride in the last hours 
of th e  B ism a rck, w h ich  w en t dow n 
w ith  colours fly in g, a fter firing her 
guns u n til th e y  were all silenced b y  
those of H .M .S . K in g  George V. and 
the R en ow n . T h e  Haruna  and th e  Ise 
m ay h ave  kep t their colours flyin g, 
bu t none of their guns were fired in 
their last hours, excep t perhaps the 
A .A . batteries.

T h e  A m erican  announcem ent tn at
11 Japanese tow ns were n ext to be 
bom bed w as q u ick ly  m ade good. S ix  
of them  m et th eir fate tw o  d ays after 
the w arning. F o r  the future the Jap an ­
ese w ill h ave  every  reason to  believe 
w h at the A m erican s say.

T h e  h e a v y  land-based bom bers do 
not a lw ays take off from  O kin aw a. It

w ould  be a long business to m ove all 
the bases to th at island. T h e y  som e­
tim es start from  G u am  and refuel at 
another island on the w ay.

It is good new s th at the Chinese 
h ave taken  one of the airfields at 
K w eilin , the cap ita l of K w an gsi p ro­
vin ce. T h a t is still a good long w a y  
from  H o n g K o n g, b u t it is on the w ay. 
It is absolu tely  necessary fo r us B ritish  
to recapture H o n g K o n g  fo r every  
reason. N o t least am ong them  is the 
fact th at m an y B ritish  prisoners and 
c iv ilian  internees are held  there, and 
the Japanese are not rem arkable for 
the kindness w ith  w hich  th ey  treat 
enem y nationals in th eir hands. F o r­
tu n ately  m ost of the B ritish  w om en in 
H ong K o n g  were evacu ated  to  A u stra ­
lia  in good tim e.

A ll last w eek the Japanese in B urm a 
h ave been strivin g to get to the S itang 
river and across it. D u rin g the w eek 
it is estim ated th at a good h alf o f the 
w hole force h ad  been  k illed  b y  the 
B ritish  and In dian  in fan try. T h e  num ­
ber of prisoners taken  was s m a ll; for 
one does not exp ect to take  m any
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W A R  I N  THE  A I R

Japanese prisoners. It has been im ­
possible to count the num ber of J a p a n ­
ese dead who havg, fallen victim s to 
the artillery and aircraft. T h e  latter 
had a very  uncom fortable time. T heir  
airstrips in the padi fields were co n ­
verted b y  the monsoon into mud 
strips. T h e  strikes h ave  m ostly been 
carried out b y  Spitfires and T h u n d er­
bolts, and the latter had to fly 200 
miles from their base to the battle 
zone. Sometimes the cloud ceiling has 
only been 100 feet high ; but the 
attacks have been pressed home,’ even 
when rain obscured the windscreens 
and made it hard to see the targets. 
On occasions targets not more than 
200 yards from our own front line have 
been effectively  a ttacked . T he E a s t­
ern A ir  Com m and will not be kept 
from fighting b y  anything-.

T h e  term  “ D esert A ir  F o r c e "  will 
a lw ays be remem bered. T h a t  force 
fought all the w a y  through N orthern 
A frica ; but when it w as operat-

T H E  S O F T E N I N G - U P  
PROCESS : The town of 
Brunei after an attack by 
R.A.A.F. Beaufighters and 
Liberators during the land­
ings by Australian troops 
in British North Borneo.

ing over the m o u n ­
tains of the Apennines it  
was still know n b y  the 
proud title  of th e  Desert 
A ir  Force. N ow  we hear 
of a body called th e  Jungle 
A ir  F orce  in B u rm a. I t  
has been operating w ith 
the n ew ly formed 12th 
A r m y  under L ieu t. Gen. 
Sir M ontague Stop  ford, 
and he has sent a message 
to the J .A .F .  in*which he 
praises their keenness and 
determ ination t o  g e t  
through in flying con ­
ditions w hich m ust h ave 
been m ost difficult.

ME N T IO N  was made in the 
A p ril 12 issue of F lig h t  of the 
giant i6o-ton super-clipper 

204'passenger ' aircraft ordered b y  
P an  A m erican W orld  A irw a y s  from 
Consolidated-Vultee. In the J u ly  12th 
issue we further m entioned th a t  a 
cargo version of this a ircraft w as 
under construction b y  the same com ­
p an y for the U .S . A rm y  Air Transport 
Com m and.

T h e  latter version is, it is under­
stood, prim arily intended for use as a 
troop carrier, although its capacity  
v e ry  well fits it for em ploym ent as a 
h e a v y  cargo transport or hospital air­
craft. A s a cargo m achine it is claim ed 
that it will carry 100,000 lb. of p a y ­
load for a distance of 1,500 
miles, a lthough, a ltern ative ly  
loaded w ith  19,000 gallons of 
fuel, a range of 8,000 miles is 
said to  be possible w ith  a 
greatly  reduced p aylo ad . It  is 
not unreasonable to suppose 
th a t  the economical

Super T r 00per
consum ption of the engines is about 
100 (U .S.) g a ll ./ h r .  each, thus m aking 
the gallonage required for a 1,500-mile 
trip at 310 m .p .h . about 3,000. T h e  
fuel w eight would be ap proxim ately
18.000 lb ., and, on the same count,
19.000 gall, w ould  weigh 114,000 lb., 
so that we are thus led to assume that 
for a range of 8,000 miles at similar 
conditions the p ayload  would be re­
duced from 100,000 lb. to 4,000 lb.

S ix  engines driving pusher propel­
lers power the aircraft and, assum ing 
an output of 2,800 h .p ./e n g in e , the 
pow er loading is a little over 19 
lb ./ h .p .  A ddition ally , for an a p p ro xi­
mate aspect ratio of 8£, we m ay adduce

that the wing area is roughly 6,220 
sq. ft .,  and, therefore, that the wing 
loading is som ething over 51 lb ./sq . ft.

T h e  fuselage is double-decked and 
ot “ d o u b le -b u b b le "  cross-section, the 
waist being at upper-deck level. 
Sim ilarly to the passenger liner, the 
transport version is said to have a 
pressurised fuselage for operation up 
to 30,000ft: T h e  latter undertaking 
appears to be distinctly ambitious. A s 
shown in the accom panying illustra­
tion, the fuselage is equipped with 
loading iamps-cum-stairs, and an 
overhead monorail transporter system 
w ith  electric hoists is 
incorporated to  facili­
ta te  handling the freight.

C R E W  QUARTERS 
5 BUNKS

OBSERVATION c o n e

f l i g h t  d e c

STAIRWAY

C A R G O  l O A D l N G  RAMPS

AFT LOW ER C A R G O  DECK

F O R W A R D  LOADING RAMPS 
• STEPS BUILT INTO UNDERSIDE 

OF RAMPS 
REVERSE RAMPS T O  USE AS 

STAIRS

FO R W A R D  LOW ER C A R G O  DECK

NOSE WHEEL 
COMPARTM ENT

STAIRWAY

General arrangement of the fuselage interior is 
obviously engineered to provide the maximum 
degree of utilisation convenience and ease of 
handling the load to be carried. The electric 
hoist and conveyor system is particularly note­
worthy and contrasts radically with the curious 

“ observation cone ”  in the extreme tail.
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E
AND

THERE
New Mustang

ACCORD IN G to Reuter, an improved 
version of the North American Mus­

tang is now rolling off the production 
lines to join in the Pacific war. Known 
as the P-51H, it is powered by the latest 
Packard-built Rolls-Royce Merlin engine, 
said to produce more than 2,000 h.p.

Fillies Affiliated

TH E A ir League of the British Empire 
announces that the Women’s Junior 

Air Corps, whose chairman is Lady 
Leverhulme, has become affiliated with 
the League. The Corps retains its separ­
ate identity, but will share in the educa­
tional and other facilities of the League. 
The W .J.A .C . hopes to start gliding 
clubs for the cadets, who will also re­
ceive elementary instruction in flying.

Bristols in Car Industry
T T  is announced that the Bristol Aero- 
* plane Company, Limited, has recently 

acquired a substantial interest in A .F .N ., 
L td ., the well-known company which has 
been responsible for the long series of 
successful high-performance Frazer-Nash 
touring and sports cars. Tw o Bristol 
directors, Mr. G. S. M. W hite and Mr. 
W . R. Verdon Smith, have joined the 
board of A .F .N ., Ltd. Col. H. J. 
Aldington remains managing director

POTENTIAL BUYERS : Commonwealth Air Transport representatives, in this 
country for the recent conferences, paid a visit to Avros to see the Tudor and other 
civil aircraft in production. {Left to right) Roy Chadwick (Avro’s Chief Designer), 
Mr. Badenach (Australia), Mr. L. Brown (Australian National Airways), Col. G. S. 
Leverton (South African Airways) and Sir Frederick Tymms (Dir. Gen. of Civil

Aviation, India).

"  Earthquakes" for Japs

BR O A D C A STIN G  from Manila, General 
Kenney said that there will soon be 

more than 5,000 aircraft in the Far East 
Air Forces. As his command does not 
include the Superfortresses, nor the 
carrier-borne aircraft, it looks as if N ip­
pon m ay soon regret its refusal to com ply 
with the Allies' recent call to  surrender. 
Or, as General Kenney put i t : "  The Japs 
don’t like earthquakes; we don’t  like the 
Japs, and so we are going to give them 
earthquakes 24 hours a day until they 
quit ! ”

Super-Liberator

AM ERICA has how revealed that the 
Super-Liberator, the B-32, is now in 

action against the Japs. On their first 
operational mission a flight of B-32S so 
successfully attacked a town in Formosa 
that .there was little  or no work left for 
the Liberators which followed. In size 
the B-32 is between the Liberator and 
the Superfortress, weighing approxi-

LIGHTNING PATHFINDER : The latest modification of the P-38. In the elongated 
metal and plastic nose are all the modern radar aids to precise navigation, and

accommodation for an operator.

and will retain responsibility for design. 
His brothers, Messrs. D. A. and W . H. 
Aldington, also continue their associa­
tion w ith the company. This extension 
of activity  on the part of the Bristol 
Aeroplane Company was foreshadowed in 
the chairman's remarks at the recent 
annual general meeting.

New Home for I.Ae.Sc.

THE Institute of the Aeronautical 
Sciences, American equivalent of our 

Royal Aeronautical Society, has pur­

chased the residence of the late Mr. E. J. 
Berwind at 2, East 64th Street, facing 
Central Park, in New York. The build­
ing, which has 35 rooms and two lifts, 
will be remodelled to provide for the ex­
tensive libraries and exhibits of the In­
stitute. It is expected to be ready by 
the autumn, when the I.A e.Sc. will 
transfer to it from its present address in 
Rockefeller Plaza.

After Seventeen Years

MR. F . W . BU G LA SS has resigned 
his position as chief production en­

gineer with Blackburn Aircraft, L td ., 
Brough, East Yorks, and will take up 
an appointment as production engineer 
with Boulton Paul Aircraft, L td ., 
W olverham pton, early in August. Mr. 
Buglass has been with the Blackburn 
Company for seventeen years.
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mately twice as much as the former. It 
is powered by four Wright Cyclone 
engines of more than 2,000 h.p. each, and 
is said to cruise at 300 m.p.h. over very 
long distances. ^

Times Have Changed

THE flight, with an American crew, oi 
a Junkers 290 from Paris to Wright 

Field, where it will be thoroughly studied 
by American technicians, provides a wel­
come indication of a change of outlook 
since the 1914-18 war. After that an 
Allied mission to Germany committed the 
incredible folly of having a Zeppelin 
Staaken monoplane destroyed. That 
machine was a long way ahead of its 
time, and as it was in flying condition 
it could easily have been brought to 
France or England for examination 
and tests. Not that there is likely 
to be much to be learned from the 
Ju.290, but the principle which its flight 
represents is certainly right.

" Aussie " Mustangs m Action

TH A T  Australian-built Mustangs will 
soon be in action against the Japs 

was disclosed recently by the Australian 
Air Minister, Mr. Drakeford. They will 
be flown by R .A .A .F . pilots, and the 
first squadrons are being formed at 
Townsville, Queensland,, which were for­
merly equipped with Kittyhawks. They 
will be used in operations in Borneo. 
The first Australian-built Mustang was 
tested at the Melbourne factory of the 
Commonwealth Aircraft Corporation, the 
tests being watched by the Director- 
General of Aircraft Production,- Mr. 
Essington Lewis, and his Deputy 
Director-General, Mr, McVey.

Coningham s New  

Command

News in Brief
Mr. Pearson Horder has been ap­

pointed Public Relations Officer to 
Dowty Equipment, Ltd., of Cheltenham.

*  *  *

Amid the landslide of airminded 
M.P.s who must now put “ form er" in 
front of their names, it is pleasant to 
record that Mr. E. L. Gandar Dower 
managed to get in for Caithness and 
Sutherland. He can be expected to be 
a thcrn in the side of the Government 
where “ chosen instruments," inter­
nationalised air companies and the like 

are concerned. He will 
not emulate the former 
Member’s attempts at 
rhetoric, but he can be 
expected to talk good 
common s e n s e  about 
commercial aviation.

*  *  *

Air Chief Marshal Sir 
'A rth u r Harris, C.-in-C., 

Bomber Command, on 
his arrival at Recife, in­
dicated that he will take 
no part in the Pacific 
war, which he considers 
a task for younger men, 
Aft€r his magnificent 
guidance of R .A .F . Bom ­
ber Command in Europe, 
Sir Arthur is certainly 
entitled to take things 
easy for a bit.

» *  #

Sir Arthur expressed 
the view that Bomber 
Command’s contribution 
would be in the shape of

T A R G E T  F O R  A  
S H O O T - U P :  F l y i n g  
Fortresses parked wing- 
tip to wing-tip at an 
American replacement 
depot near Munich. 
Probably these are now 
on their way to the Far 

East.

medium bombers, since the heavies were 
not suitable for operation from existing 
Far Eastern bases.

*  *  *

Engineers of the Glenn L. Martin 
Company have modified the- Martin 
Mariner so that it can now be conveited 
by Navy personnel from Its ordinary 

'duties as rescue aircraft into a lifeboat- 
dropper. The lifeboat is carried in the 
bomb racks, which have been modified 
for the purpose, and the lifeboat itself, 
18ft. long by 6ft. beam, has been 
slightly streamlined so as to fair into the 
wing.

*  *  *

R .A .F . personnel numbering more 
than 2,000 have arrived in Sydney to 
join R.A.F'. Transport Command. The 
majority will be posted for administra­
tive duties.

*  *  *

Fighter pilots of the Royal Air Force 
have been invited to volunteer for trans­
fer to the Naval Air Arm. This is 
one of the results of the contemporan­
eous contraction of the R .A .F . and ex­
pansion of the Naval Air Arm, whose 
war is far from being over yet. It will 
be interesting to see how they will take 
to the heaving decks of carriers after be­
ing accustomed to nice steady airfield 
surfaces.

*  *  *

The Government ot India has an­
nounced that the Royal Indian Air Force 
will be maintained, after the finish of the 
war with Japan, at an initial strength 
of not less than ten squadrons, plus th 
necessary training and other ancillan 
units required. The pre-war strength 
of the R .i  A .F . was one squadron.

* * *
A University Officers’ Training Corps 

has been established at Bangalore and 
Mysore. According to “ Indian Avia­
tion ," an Indian Air Training Corps will 
start at the Maharaja's College.

WH A T E V E R  is in store 
for the R .A .F . in the 

way of reductions, the an­
nouncement that Air Marshal 
Sir Arthur Coningham is to 
succeed Air Marshal Sir Philip 
Babington on the latter’s re­
tirement in September as 
A.O.C.-in-C. Flying Training 
Command must be welcomed 
and is a guarantee that flying 
training of the R .A .F . in 
post-war days will be on the 
right lines. Sir Arthur's ex­
perience of operational flying 
is unrivalled for its duration 
and variety, and we may be 
sure that any shortcomings 
(they cannot be many) which 
he has discovered to be 
traceable to the training 
period will be eliminated. 
Moreover, Sir Arthur is an 
officer who has proved that 
he can take the long view, 
and he will not make the mis­
take of thinking in terms of 
the last war instead of in 
those of the next.
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Old Tim er Flies A gain

Record Breaking Qlobe Trotter of Seventeen Years Ago Comes Out of 
Museum to Star in M ovies

By GAVIN CASEY

FOR the past nine months mechanics at the R oyal 
Australian Air Force Station in Canberra have been busy 
overhauling and repairing an old wooden monoplane. 

Their m ain task has been fitting its three 220 horse-power 
W right W hirlwind engines, so th at the machine could go on 
its trials— for it has not been aloft since July 18th, 1935.

W ith its total horse-pOwer of 660 (less than that of most 
single-engined machines of 1944) under its wing span of 
71ft. 8fin., the aircraft was a mammoth of the skies in its 
day, although,* in its trials, it loitered far behind the swift 
aircraft of 1945 and looked small alongside modern bombers. 
B u t the “  Old Bus "  flew proudly all the same— as m ight be 
expected, for it is the Fokker F7 that blazed the Pacific trials 
so many modern aircraft now fly.

This machine is The Southern Cross, cheered by excited 
multitudes in America, Europe and Australia between 1928 and 
1935* I* is the instrument which was used by the greatest 
long-distance flyer of them all, Sir Charles Kingsford Smith, 
to plot new skyw ays and to prove the possibilities of air travel. 
Had it and its kind not had their adventurous, dangerous day, 
we could not have progressed so far beyond their limits.

Sir Charles Kingsford Smith says in his autobiography that 
he and The Southern Cross grew old together. Other men and 
other aircraft did great deeds and disappeared, but Smithy 
and The Cross stayed right in the forefront of world aviation 
for seven long years. Their perilous course across oceans and 
continents was followed by hundreds of thousands of radio 
listeners, and their triumphs were shared by three nations. 
They ended nine years ago.

Now, Columbia plans to put them on the screen in a movie 
written by Australian thriller ace Max Afford, produced by 
Australian Ken G. Hall, and acted by an all-Australian cast. 
The actual aircraft will play its part. B ut Sm ithy will not. 
for away back in 1935, on the first long-distance flight he 
attempted after he had handed The Southern Cross over to the 
Commonwealth Government to be preserved in the National 
Museum, he vanished off the coast of Burma, and was never 
heard of again.

The 20 men who have been reconditioning the big Fokker 
since last September looked forward to its trials with some 
apprehension. They are war-trained mechanics, who think in 
terms of thousands of horse-power, all-metal fuselages, retract­
able landing gear, and hundreds of miles an hour. B u t they 
are respectful to an aircraft which has proved itself, all the 
same.

“  Y o u 'd  think that a bit ot wind would blow all that kite 
right out of the grip of those little engines," says a sergeant.

I have to remind myself of all she’s done to make myself 
realise that she will really fly when w e’ve finished the jo b .”

If he thinks back, he has plenty of proof that she would 
fly. She has been around the world about its greatest circum­
ference. She carried the Australian explorer Sir Hubert 
Wilkins ovei the A rctic before she became Sm ithy’s machine. 
She took Sir Charles Kingsford Smith on the pioneer flight 
across the Pacific, around and across Australia, across the 
A tlantic, across the American continent, and over the 
treacherous Tasman sea between Australia and New Zealand 
several times. She can fly, all r ig h t! ' And so could the man 
who flew her.

Charles Kingsford Smith got into the A .I .F . in World W ar r 
on his 18th birthday, in 1915. From the Engineers he went 
to the Signallers, and on to the risky business of motor cycle 
despatch riding. Like many great aviation pioneers, he got 
his chance with the formation of the R oyal Air Force. He 
flew, fought, shot down Germans, was wounded himself, and 
was an instructor by the time he was 21 years old, in 1918.

After World War
*

When the fighting ended, he became one of the young and 
fearless flyers who lived precariously in all sorts of ways. In 
battered old DH6 biplanes bought from the British Govern­
ment, he barnstormed through England, offering joyrides and 
taxi flights to people mad enough to be interested in aviation. 
Then he went to the United States, and was in turn a stunt 
flyer in Hollywood and a “  flying scarecrow ”  over Californian 
rice fields.

He came back to Australia in 1921, flew for the “  Diggers’ 
Aviation Company ”  and W est Australian Airways, and was 
a working partner in a road transport company covering long 
routes in Western Australia. In the meanwhile, the English­
men Alcock and Brown had flown the A tlantic for the first 
time, and Ross and K eith Smith had won the great £10,000 
England-Australia air race in 28 days. Young Kingsford Smith 
felt th at others were carrying out all his most cherished 
ambitions, and became impatient.

In 1927 he met Charles Ulm, a young flyer with similar 
ideas, and one of the greatest partnerships in flying history 
began. B y  then the A tlantic had been conquered. The long 
hazardous route from England to Australia had been' flown. Of 
the links between English-speaking lands, only the Pacific 
remained to be spanned by air. Kingsford Smith and Ulm 
decided th at they would attem pt it.

T hat was an ambitious decision, for who were Kingsford 
Smith and Ulm in 1927? So far as anyone knew, they were
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O L D  T I M E R  
FLIES A G A I N

the

OVER CA N BER R A  : Australia’s most famous aircraft, The Southern Cross, flies 
over the nation’s legislative headquarters— the Commonwealth Parliament House 
in Canberra— during its test flight. Pilots of escort planes with camera-men aboard 
found it hard to keep their speed down during run although The Southern Cross

made up to 100 miles an hour.

just run-ot-the-line airway pilots ot 
sort that could be hired anywhere for a 
few pounds a week. Some smaller ven­
ture that would, make the headlines was 
necessary before anyone would take their 
big ambition seriously. So the pair 
climbed into their Bristol in June, 1927, 
and broke a local record by hurtling the 
7,500 flying miles around Australia in 
10 days 5 hourj. After that they linked 
up with a third pilot, Keith Anderson, 
and set out for the United States,

Kingsford Smith and his partners 
lande.d in San Francisco on August 5th,
1927, to buy a machine and fly back to 
Australia. But they did not leave until 
nine months later, on May 31st, 1928.
Financial and all other sorts of troubles 
besieged them, not least of them the 
result of the tragic Dole air race to 
Hawaii, when seven lives were lost, and 
support for aviation slumped in Western 
America.

They secured The Southern Cross, but 
it was not paid for and their hold on it 
was mighty uncertain. To raise funds, 
they made five attempts to break the 
German-held “ sustained fl ig h t"  record 
of 52 hours 22 minutes. On the fifth try 
they remained in the air for 50 hours 
4 minutes, and were satisfied that it was 
impossible to get The Southern Cross off 
the ground on the available runways with 
a load of fuel capable of keeping her up 
any longer. In the five flights she had 
proved herself an ideal machine for the 
long-distance hops they contemplated 
over the Pacific. With a wing loading of 
23.2 and power loading of 26.3, she had 
handled a composite load of 49.5, the 
heaviest ever lifted, and her engines had 
behaved magnificently. But what was 
the use cf that, when it looked as if they 
would never be able to start on the big 
flight ?

Their saviour was Capt. G. Allan 
Hancock, who bought The Southern 
Cross for them and advanced funds as 
well. Anderson had returned to Aus­
tralia, but Smith and Ulm were more 
than ready. W ith C. C. Maidment, who 
had been Charles Lindbergh’s mechanic, to tune their motors 
to perfection, they had no doubt of the ability of the machine 
or themselves.

The Southern Cross carried 1,298 gallons of fuel in all its 
tanks. Its engines reached .1,800 r.p.m. and gave 120 m.p.h. 
at full throttle. Cruising speed was 94 m.p.h. at 1,600 revs, 
with fuel consumption of 11 gallons an hour. All that re­
mained was to fly and navigate it over thousands of miles 
of hungry sea, through whatever storms and hours of darkness 
intervened.

Oakland to Brisbane
Kingsford Smith and Ulm, with two Americans, Capt. Harry 

Lyon and James Warner, as navigator and radio operator, took 
off from Oakland airport on May 31st, 1928. On the morning 
of June 9th they arrived in Brisbane, with 7,938 miles of ocean 
behind them, and enthusiastic crowds waiting to'welcome them 
in all Australian cities.

That flight, and the many which followed it, were as full 
of adventure as all long-distance flights were in 1928, and Sir 
Charles Kingsford Smith has told ot them in detail, and with 
humour and observation, in his book, “  My Flying L ife ."  
Here, their very number and variety leaves no space for detail.

The creW received cash and honours for their great effort. 
Total of money from an Australian Government grant and 
newspaper and other subscriptions was more than ^20,000, 
and trophies included the American National Geographic 
Society’s medal and the trophy of the Federation Aeronatique 
Internationale. Warner and Lyon returned to the United 
States, and Kingsford Smith carried 011 with other crews.

First, The Southern Cross made a non-stop dash of 2,090 
miles across Australia. Then she was made ready for a com­
paratively short but extremely hazardous flight from Australia 
to New Zealand, over the Tasman Sea. “  Doc "  Maidment came 
to Australia to look alter the engines, and both mechanical 
and flying skill were needed. The aircraft fought through 
storms ovei one of the wildest seas in the world, and Kingsford 
Smith was almost tragically trapped when ice, which also 
damaged an airscrew, jammed up the airspeed indicator, caus­
ing him to miscalculate and nurtle hundreds of feet towards 
the water before ne realised what was wrong. The first flight 
across the Tasman was completed on September n t h ,  1928, 
and then the machine, was flown back to Australia.

Australian National Airways were formed by^ Smith and 
Ulm on their return, and they decided to fly The Cross to 
England, to buy aircraft. They left the southern part of 
Australia on March 31st, 1929, with the far north-west port 
of Wyndham scheduled as then first landing point. Unin­
tentionally misleading directions pointed by mission natives 
on the ground caused them to become hopelessly lost, and 
they landed 111 swampy, wild country, unharmed, but so bogged 
and short cf fuel that it was impossible to shift the machine.

It was not until April 18th that The Southern Cross was 
able to take to the air again, and intervening days were bitter 
ones for the stranded, foodless airmen. Several times they saw 
aircraft which did not see them despite the great size of the 
wing of The Cross and the flies which they kept burning. 
By the time they were located, by Capt. Leslie Holden in 
his DH6, they were starving to death. It was terrible country, 
and during the search for them, their former partner, Keith
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Anderson, and his mechanic, H. S. Hitchcock, were lorced 
down in dry, uninhabited areas by engine trouble, and died of 
hunger and thirst.

Kingsford Smith and Ulm made a second start for England 
on June 25th, 1929, and this time flew the 10,000 miles in the 
record time of 12 days 18 hours, and made the first non-stop 
flight from Australia to Singapore. In Europe they met 
Fokker, who had designed the machine, and for whom Smith 

.conceived a boundless admiration. The regard was mutual, for 
Fokker helped the flyers immensely with cash, as well as by 
reconditioning the aircraft completely in his factory.

To fly the A tlantic Smith chose a Dutch co-pilot, E vert 
Van D yk, but his east to west crossing, like all which had 
preceded it, was not wholly successful. Compass trouble sent 
The Southern Cross far off its course, and a landing on New­
foundland was necessary. However, when they eventually 
arrived 011 Oakland municipal airfield, the great old aircraft 
had added circumnavigation of the globe to its other feats. /

Smith returned to England by sea, to take delivery of the 
Avro sports biplane he had ordered and attack the two-year- 
old solo flight record for 15^ days from England to Australia 
held by the Australian pilot Bert Hinkler. He was as suc­
cessful with the small aircraft as he had been with the bi^ 
one, and covered the 10,000 miles in less than 10 days. A .N .A . 
then began its regular air service from the Australian main­
land, Kingsford Smith making the first flight in The Southern 

. Cloud. The Southern Cross went on to regular service and mail 
flying on various Australian runs.

Then the luck turned. The Southern Cloud was lost, and 
no trace of it or any of its crew or passengers has yet been 
found. Smithy and his associates made an air search that 
cost thousands of pounds, and almost crippled their finances. 
World-wide depression in the early 1930s crippled them alto­
gether, and Australian National Airw ays virtually closed up. 
To earn a living, Kingsford Smith had to take the old Southern 
Cross barnstorming around Australia, offering joyrides to all 
and sundry. Neither let the other down, and they made 
money. B u t it was poor work for a man and aircraft after all 
they had done.

Christmas Postman
In emergency circumstances in 1931, he flew the Southern 

Star with Christmas mails from Australia to England in 13^ 
days and back in i t  days. B u t even b y  then there was no 
;ertain prosperity in flying. When Charles Kingsford Smith 
vvas knighted, in June, 1932, he was once more in the old 
Southern Cross earning a precarious living taking thrill-seekers 
for rides from country showgrounds •> all over Australia. 
Bestowal of a title on a “  barnstormer "  was deplored in some 
quarters, but' the nation applauded, and only deplored the 
apparent lack of better work foi such a man.

In 1932 Sir Charles Kingsford Smith met Capt. P. G. 
Taylor, who was to play a noteworthy part in his most 
amazing adventure, and in 1933 they teamed-up to take The 
Southern Cross over the Tasman again. For several months 
they exhibited the grand old aircraft and took joyriders up 
in her in the Dominion, but by October Sm ithy was back 
in Australia and once more in the cockpit of the Percival Gull 
in a record flight to England. He secured the solo record in 
7 days 4 hours 43 minutes.

The great England-Australia air race, with which the 
Centenary of the State of Victoria was celebrated in 1934, 
was a great disappointment to Sm ithy. After the usual finan-

C AN ADI AN PILOTS’ LICENCES

TH E Canadian Civil Aviation Division of the Department of 
Transport have announced that pilots who have their 

Service wings may obtain civilian licences without flying tests 
and with some of the written tests also eliminated.

Proof of Service flying qualifications must be furnished to­
gether with a certified copy of the final medical report prior to 
release from the Service. Three passport-size photographs must 
accompany the application.

For Limited Commercial Pilots’ tickets all flying tests will 
be waived and the only examinations required will be on Air 
Regulations, Traffic Rules and Information Circulars.

Application for a Public Transport P ilo t’s Licence is also 
admitted without flying tests with the exception of those for 
instrument flying. The Department of National Defence for 
Air will, where applicable, give a certificate of competency 
following a practical test which will be acceptable in lieu of 
the instrument flying test.

R .C .A .F . pilots are advised to complete arrangements for 
the above tests before their release from the Service, and pilots 
intending to apply for Commercial or Transport licences should 
arrange for a special Air Force medical examination, includnig 
electro-cardiograph, before being discharged from the Service.

cial troubles he secured a magnificent aircraft for Taylor and 
himself to fly. It was the Lockheed Altair Lady Southern 
Cross, with which ne immediately broke six cross-country 
records in Australia. But when he was ready to leave for 
England an engine-cowling cracked and, because there was 
no time for repairs, put him out of the running. Bitterly 
disappointed, he and Taylor flew the Altair to the United States 
for sale, and Kingsford Smith went back to taking people for 
10s. rides in The Southern Cross.

The fine old monoplane made its last ocean flight in May, 
I935- Smith and Taylor had fulfilled an ambition to in­
augurate a regular airmail service across the Tasman from 
Australia to New Zealand, and at 12.25 a.m . they took off 
for the Dominion in the heavily laden machine. A ll went well 
until 7 a.m ., when they were 650 miles from the Australian 
coast, and when only Sm ithy's quickness at the controls pre­
vented utter disaster as a piece of the exhaust pipe of one engine 
fell off and was swept into the airscrew of the starboard engine, 
from which it removed a piece measuring 9 inches by 12 inches 
and weighing 15 ounces.

The Last Flight
* Kingsford Smith cut the engine before it destroyed itself 
and probably the rest of the aircraft, turned around, and began 
to limp back towards the Australian coast on two engines. 
From then on the flight was a life-and-death struggle, with 
the machine often onl> ten feet above the sea, and its skipper 
holding out until the last possible moment before dumping 
the mails.

A t full revs to keep flying, the other engines laboured hard 
and used more oil than normally from the tanks directly over 
them. A t 8.55 a.m . the port engine started to knock as its 
oil supply decreased, and by 12.12 p.m. the crew estimated 
that it would keep only for a quarter of an hour. Frantic 
radio messages told the authorities the exact position of The 
Southern Cross so that searching craft could come out, and 
as the news went through public broadcasting networks 
thousands of listening Australians mentally bade farewell to 
Smithy.

B u t at 12.54 P-m - Capt. P. G. Taylor saved the aircraft and 
its crew by an act of sustained heroism which has rarely been 
equalled. While the aircraft plunged on, just above the crests 
of the waves, he climbed barefooted out along a narrow strut 
to the silent starboard engine and drained some oil from its 
tank into his thermos flask. Then he climbed through the 
cabin and out on to a similar strut to port, from which he 
could pour the vital liquid into the tank on that side. Six 
times he made this perilous journey, and on the last trip his 
thermos flask broke. “  B ill T aylor is world’s greatest hero,”  
radio operator Jack Stannage wrote in his log, and transmitted 
to shore stations.

A  few months ago, mechanics now working 011 the machine 
located a piece of Capt. T aylo r’s flask in the port oil tank. 
T hat wild flight ended the active life of The Southern Cross. 
A  few weeks later the “  Old Bus ’ ’ was flown from Sydney 
to Canberra, where it was housed for nine years.

Five months later ended the life of the monoplane’s pilot, 
Sir Charles Kingsford Smith, when he was only 38 years old, 
and, probably, the greatest of all long-distance flying pioneers. 
F ittingly, the 1945 test-flight crew included, as pilot, Wing 
Cdr. G. H. Purvis, who often flew with Smithy on barnstorm­
ing tours, and, as co-pilot, Sm ithy’ s nephew, W ing Cdr. John 
Kingsford Smith, an Australian air ace of W orld W ar II.

R.N.Z.A.F. RELEASES

NEW  Z E A L A N D ’S Minister of Defence, Mr. Jones, said in a 
recent statement that some 3,000 members of the 

R .N .Z .A .F . would be returning home in the next few months, 
and that about 2,000 ground crew personnel would also be 
released from New Zealand stations. Two flying training 
stations in the South Island would close, but these changes 
would not reduce full-scale Air Force operations in the Pacific.

Three N .Z. squadrons will remain with the R .A .F . plus a 
small number of aircrew with operational experience whom the 
R .A .F . m ay still require. Two of the squadrons will undertake 
garrison duty in Europe for a short period, after which the 
men will return to the Dominion, and the third' squadron— a 
heavy bomber unit— will join the war against Japan under 
R .A .F . command.

The great m ajority of New Zealand airmen will, therefore, 
be returning home to the islands, leaving about 1,100 serving 
with the Royal Air Force, which number will be still further 
reduced when the two squadrons in Europe are released.

Mr. Jones also stated that personnel with long operational 
service would be released if they so desired. Those who had 
little or no operational flying and whose training was suitable 
would be available for R .N .Z .A .F . service in tne Pacific.



B ark  Into “’Civvies”
The Avro Anson Becomes a Useful Feeder-line Aircraft as the 

■ Avro Nineteen
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DE L I V E R Y  is th e k e y  word where post-w ar com m er­
cial a ircraft are concerned. A fte r  hearing so m uch 
ab o u t the long d elays th a t m ust in e v ita b ly  occur 

before B ritish  c iv il m achines can be on the routes, it is 
good to  learn th a t a t least one firm , A . V . R oe & C o., 
L td ., has a ty p e  read y for d elivery  N O W .  T ru e, it  is not 
a w onderful new design com bining all th e  best features of 
the helicopter and th e stratosphere jet-propelled  speed-of- 
sound beater, bu t it  is an a ircraft w hich  has proved  itself 
for stu rd y re liab ility  in all sorts of w eather over tens of 
thousands of fly in g hours and m illions of air m iles flown. 
I t  is the A vro  N ineteen, w hich is the c iv il version of the 
fam ous Anson.

T h e conversion is really  a re-conversion, or de-conversion 
it th a t be the moi£ d escriptive  term . Perhaps an outline 
h istory  m a y  serve to  refresh m em ories. E a r ly  in 1935 tw o 
A vro  652 m onoplanes w ith  S idd eley C heetah  V  engines

were delivered  to  Im perial A irw ays. T h e y  were christened 
Avatar  and Avalon  resp ectively , and were intended ch iefly  
for long-distance charter w ork. In  the sam e year the A ir 
M inistry ordered a general reconnaissance version, th e first 
unit to  receive the A nson, as this typ e  was nam ed, being 
N o. 48 squadron. T h e  A vro  w orks series num ber of the 
A nson w as the 652a. T h e p ro to typ e had tw o Cheetah 
M ark V I engines, developing 290 h .p . each a t 6,000ft., but 
when th e m achine rea lly  go t into production (the first 
order w as for 174 m achines, a v e ry  substan tial production 
for those d ays !) it  w as fitted  w ith  C heetah  IX s , w hich ran 
on 87 octane fuel and developed a m axim um  pow er of 
340 h .p . a t 6,800ft. . T h e m ost n otable external change 
com pared w ith  the civ il m achine was the m ounting of a 
gun tu rret in th e  decking a ft of the cabin.

' W a r  H i s t o r y

T h u s a t th e ou tb reak  of w ar in 1939 th e  Anson was 
availab le  in large num bers for service w ith  C oastal C om ­
m and, w here it  did excellen t w ork on con vo y duties and 
coastal reconnaissance. In 1940 the A nson w as chosen as 
the standard tw in-engined train er for the E m pire A ir T ra in ­
ing Schem e. D u ring 1943 there arose a need for a short- 
range sm all transport a ircraft for the R .A .F .,  and the 
A nson fuselage was redesigned to  g ive  greater internal 
c a p a c ity  th an  th a t  of th e standard trainer. T his typ e  was 
d u ly  produced, and it is from  it  th a t  the A vro  N ineteen 
has been developed.

R e lia b ility  is one of the first characteristics dem anded 
b y  an operator. T h e  A vro  N ineteen has tw o Cheetah X V s, 
a ty p e  of engine w hich has an unexcelled  record in this 
d irection, and th e period betw een overhauls of which 
exceeds 1,200 hours. M oreover, com pared w ith  the original 
C heetah  M ark V I , the pow er availab le  for take-off is 420 
h .p . for each engine (at 2,550 r.p .m . and + 4  lb ./sq . in. 
b oost).

T h e  m axim u m  perm issible loaded w eigh t of the Avro 
N ineteen is 10,400 lb. T h e  disposable load w ill obviously 
v a r y  som ew hat w ith  the cabin  and other equipm ent. Alter­
n a tive  seating accom m odation is ava ilab le  for six, eight 01 
nine passengers. A s a ty p ic a l case w e m ay take the 8-pas­
senger version. T h e disposable load is 2,671 lb ., made up 
as fo llo w s: Crew  (2), 340 lb . ;  passengers (8), 1,360 lb .;
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Is the Bom ber Obsolescent ?
Bomb and Rocket Rivalry : Threat to an Island Kingdom : 

Supreme Need for Air Defence
By MAJOR F. A. de V. ROBERTSON, V.D.

IN  the issue of Flight  of J u ly  19th last Mr. A . V .  C leaver 
discussed com p arative ly  the future of the rocket and 
the bom b. T he accu racy  of the form er will, he believes, 

be im proved, though only  to the exten t of m akin g  certain 
of h itting a big c ity . T o  h it a re lative ly  small fa c to ry  will, 
he thinks, remain the prerogative of the precision bom ber.

I t  is hard to prophesy w h at science will or will not be 
able to achieve in the future. Mr. C le a v e r ’s conclusions 
appear incontrovertible at the m o m e n t; b u t who can assert 
with certa in ty  th a t  science will not some d a y  be able to 
direct the rocket on to a particular facto ry?  I f  th a t  can 
be done, it would appear th a t the d a y  of the piloted bom ber 
will then be over. On the other hand, one cannot say  for 
certain th at science will not discover some m eans of d efeat­
ing the rocket. In neither a tta c k  nor defence h av e  we yet 
reached the limits of w h at wireless and radar can achieve. 
Mr. C leaver says tru ly  th a t  we cannot stop artillery shells 
in the air, and he m ight have added th a t  we cann ot affect 
the fall of a bom b once it has left the aircraft. N either 
of these missiles has an yth in g  to do w ith  wireless or radar, 
and it m a y  be presumed th a t  if io ckets  of the V .2  class 
are ever to become m eticulously  accurate, both  wirelesi 
and radar will enter into the question. T h e y  m a y  also (who 
know s?) p la y  their part in defeating the rocket.

If  the future of the rocket is to be m erely indiscrim inate 
destruction in big cities, while the elim ination of particular 
factories remains the role of the bom ber, the belligerent 
of the future will have to  choose w h ich  weapon will help 
best to achieve his purpose— or he m a y  decide th a t  the 
tw o should be used in com bination. I f  th a t  belligerent is 
of the same tem per as H itlerite G erm any, he will probably  
use both. T h e  Germ ans in the second world w ar clung to  
the use of indiscriminate destruction in th e  cities of their 
opponents. So far as a B riton  can fathom  the workings 
of the Germ an mind, their idea seems to  h av e  been the 
desirability of punishing their enemies and m aking them  
suffer.

M ilitary Cruelty

In this th e y  differed from the mediaeval com m anders, 
who used periodically to give a captured  c ity  over to 
pillage and rapine at the hands of their soldiery. Such 
men as the B la ck  Prince (generally hailed in his d a y  as 
the F low er of C hivalry) usually  perm itted such horrors 
with the definite m ilitary  object of terrifying other tow ns 
into submission. T his does not excuse th em  ; b u t it  clears 
their reputations from the charge of u tter ly  senseless 
cru elty . I t  is less reprehensible to  be cruel w ith  a m ilitary  
object than  to be cruel from a mere sadistic impulse. 
M oreover, sadism in w ar is foolish. I t  does nothing 
tow ards winning the w ar and it renders those gu ilty  of it 
liable to  punishm ent as w a r  crim inals. V ictors will not 
a lw ays  be so slack in tak in g  vengeance as th e y  were in 
1918. Mr. C leaver suggests th a t Germ an m ethods of h it­
ting at cities as apart from m ilitary  targets m ight in the 
future h av e  more effect than th e y  had in the w ar ju st 
concluded. I t  m a y  be so, b u t we h ave  no evidence on 
which to form conclusions. Germ an cities suffered * far 
more from bom bing than a n y  British  cities did ; b u t it 
was not the collapse of c iv ilian  Germ an moral which 
caused the surrender of the arm ed forces. W e h ave  y e t  
to see if the fate of Japan will afford an y  evidence.

B ecause the Germ ans fou gh t in m an y w ays  w ith  
stupid ity  it  is not to  be concluded th a t  belligerents in a 
future w ar will do the same. I f  the rocket rem ains in­
accurate, and therefore a mere weapon of terrorism, it

is fair to  assume th a t in the future an intellectual Pow er 
will not use it— even though it be cheaper in m an-hours 
than  the conventional bom b. T h e  clever fighter concen­
trates on winning, and not until he is sure of w inning does 
he turn his m ind tow ards the punishm ent of his enem y. 
I t  w as on th a t  principle th at the British  bom ber offensive 
against G erm an y w as undertaken, and the A m ericans h ave 
shown a sim ilar spirit in telling the Japanese which cities 
were n ext on the bom bing roster and w arning the inhabi­
tan ts  to  evacu ate  them  in good time.

I f  we m a y  then suppose th a t  future air operations are 
to  be conducted  as p art of our effort tow ards national 
v ic to ry , it becomes pertinent to exam ine w h at are the 
future prospects of the bom ber, and in particular w h a t are 
the prospects of B ritain  in a future war.

Sea Frontiers
T h e outstanding fac t to  recognise is th a t  air a tta ck  is 

the greatest enem y of an island power. I t  is not correct 
to  say  th a t  th e  seas round an island cease to h ave m ilitary 
im portance because a ircraft can fly  over them . T h e  
Channel and N orth  Sea prevented the Germ an arm ies from 
m arching into G reat B ritain  in 1940 as th e y  had m arched 
into Poland, France, D en m ark, H olland and Belgium . 
N o rw a y  was so w eak on the sea and in the air th a t  her 
conquest provides no useful lesson. B rita in  had no A rm y  
after D unkerque, b u t she w as strong a t  sea and in the air. 
T h e  existence of the Channel forced G erm any into 
attem p tin g  to gain m astery of the air. H er A ir  F orce  was 
not trained to w ork  w ith o u t the help of the A rm y , and 
it failed m iserably to  achieve its purpose. D oes it follow 
from  th a t  failure th a t  air defence is a lw ays  capable oi: 
m astering air a tta ck ?  Goring boastfu lly  proclaim ed th at 
the case of Crete p roved  the opposite ; but a t  C rete there 
was no air de/ence of a n y  consequence.

W h a t  lessons can be drawn from the A nglo-Am erican 
bom bing offensive against G erm any? There it seems th at 
air a tta ck  had m uch the best of it. B u t  still we m ust ask 
if th a t  air cam paign established the principle th a t  air 
a tta c k  is of its essence superior to air defence. I f  so, 
though the bom ber offensive p layed  a great part in beating 
G erm an y to her knees, the prospects for Britain  in a future 
w ar look far from rosy.

I t  m a y  be true enough to  say  th a t  a tta c k  is the best 
form of d e fe n c e ; b u t it is a lw ays  necessary to defend o n e ’s 
base successfully. Am erican spokesm en, and others too, 
h ave  frequen tly  proclaim ed th a t  had F igh ter C om m and lost 
the B a ttle  of B ritain  the base for all further operations 
against G erm any would h ave been lost. In fact, the defence 
of one ’s base is the first necessity in war. I t  would indeed 
be an irony of h istory if the success of the British  bomber 
offensive were to prove th a t  in another war B ritain  could 
not be k ep t safe.

T h e  Channel, we h ave shown, is not unim portant when 
the question of an invasion of B ritain  is considered. H o s­
tile armies cann ot enter the island until control of the sea 
has been g a in e d ; control of the sea cannot be gained until 
the British  N a v y  has been worsted : neither of these steps 
is possible until v e ry  com plete aii superiority has been 
achieved. T h e  air struggle is the prelim inary to  the other 
tw o conquests. B u t  aircraft h ave  certain ly  lessened the 
value of the sea barrier.

Before aircraft began to p la y  a  p art in war, th e  defence 
of B ritain  was purely a naval m atter. T he English  realised 
th a t  a t  a v e ry  early  stage in their history, and throughout 
the ages h ave  usually contrived  to be supreme a t  sea. Had
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A lfre d ’s fleet not driven  off R ollo  the N orsem an, N orm an d y 
m igh t h ave been founded in E n glan d  instead of in F ran ce. 
A b o u t a cen tu ry  and a h alf la ter the N orm ans slipped 
across the C hannel unopposed. I t  w as a fter the d efeat of 
the A rm ad a in 1588 th a t Shakespeare w rote th e fam ous 
l in e s : —

‘ ' T h is precious stone set in the silver sea 
" W h ic h  serves it in the office o f a w all,
“  O r as a m oat defensive to  a house,
" A g a in s t  the e n v y  of less h ap p ier la n d s .”

W illiam  of O range brou gh t D u tch  troops into E ngland 
in 1688, b u t he cam e a t  the in vitation  of E nglishm en, and 
th e m ajo rity  of them  w elcom ed him . N ap oleon ’s a ttem p t 
to  in vad e w as baulked  b y  B ritish  sea pow er, and in the 
w ar o f 1914-18 the R o y a l N a v y  a lw ays ruled th e  surface 
of th e  seas. On th e  other hand E n glish  or B ritish  arm ies 
h ave landed on the C on tinen t on  innum erable occasions. 
S o  long as E n glish  or B ritish  b attlesh ip s controlled  the 
seas, E n glan d  w as safe a t  hom e and could a tta c k  con ­
tin en tal enem ies.

N ow  sea pow er b y  itself is not enough. B rita in  m ust 
rule th e air before sea pow er can becom e effective. On 
th e w ater as w ell as on land the d ictum  of F ie ld  M arshal 
M ontgom ery holds good : " F i r s t  we m ust win th e  air

b attle , and then we w in th e land  (or sea) b a ttle .”  So 
it  a ll boils dow n to th e question of w hether air attack  
or. a ir defence is to  be the m aster in th e future.

W e h ave  suggested ab o ve th a t  th e B a ttle  of Britain  
provides no con clusive answ er to the qu ery, because the 
G erm ans m ism anaged th eir a tta ck . I t  m ay  also be held 
th a t  the bom bei offensive against G erm an y fails to solve 
the problem . T h o u gh  an ti-aircraft guns are a valuable 
p art of the defence, th e on ly  real counter-w eapon to the 
bom ber is th e  fighter a ircraft. G erm an y failed to  stop the 
A llied  bom bers from  achievin g th eir o b je ct; b u t it  m ay 
be held th a t th a t was due to an other G erm an m istake. A t 
one poin t th e y  slow ed dow n th e production  of bom bers in 
order to con cen trate on fighters. I t  has been suggested by 
some students th a t  if th e G erm ans had taken  th a t step 
earlier th e y  m igh t h ave m astered the a tta ck  of th e  Allies.

I t  is not m uch use arguing abou t "  ifs ”  w hich  d id  not 
happen. F o r th e  m om ent w e are glad  enough to  have 
beaten  G erm an y, even though our success w as largely  due 
to  G erm an m istakes. A ga in st some m ore clever enem y in 
th e  fu tu re (the v e ry  d istan t future, we all hope) our sur­
v iv a l m a y  w ell depend on air defence provin g stronger than 
even  w ell-planned air a tta ck . I f  th e rocket is developed 
into a w eapon of a ccu racy  and no an tid ote  to  it  is dis­
covered, then no sort of defence m ay  ava il us B u t  if air 
a tta ck  is to rem ain a m atter of piloted bom bers, then we 
m ust con cen trate every  nerve and brain and sinew on seeing 
th a t our defence is able again to  b eat off air a ttack .

Target A nalysis
Tonnage of Bombs Dropped and Number of 
Sea M ines Laid by R.A.F. Bomber Command 
Monthly from September, 1939, to M ay, 1945

IN the follow ing analysis the em ploym ent of e very  single bom b dropped 
b y  B o m b er Com m and in the 1939-45 w ar in E u rop e is show n. Students 
o f m ilitary  strategy and historians w ill find endless interest in these 

figures. T h e  continual fluctuation and change in the fortunes of w ar can 
be traced, as can also the ever-grow ing strength of B rita in ’s bom ber effort. 
Industrial tow ns, w h ich  received no attention until a fter the Luftwaffe  
started indiscrim inate attacks on B ritain  in 1940, received b y  far the 
h eaviest punishing. N a v a l targets had pride o f p lace in 1940, bu t b y  
1945 th ey were fifth in the order of bom b tonnage

ON THE CITIES
Target. Tons.

Berlin ... 45,517
Essen .........................  36,420
Cologne ... .........................  34,711
Duisburg... .........................  30,025
Hamburg .......................... .........................  22,580
Dortmund .......................... 22,242
Stuttgart .......................... ...........................21,016
Gelsenkirchen ... ................  10,606
Mannheim Ludwigshaven .......................... 18,114
Dusseldort .......................... 17,769
Kiel ...................................... .........................  16,712
Frankfurt .........................  15,696
Hanover... .........................  14,776
Le Havre .......................... .........................  13,449
Nuremberg .........................  13,021
Bremen ... .........................  12,831
Bochum .........................  10,784
Calais .........................  9,736
Brest ........................ 8,428
Boulogne... .......................... 7,827

Industrial
Towns

Troops and 
Defences

Transporta­
tion

Naval
Targets

Oi?
Targets

A/FS.& A/C. 
Factories

Specific
Industries

Military
Installations

Miscel­
laneous

Total
Tons

No. of 
Mines Laid

1939
September ... — — — 6 — — — — — 6 —
October — -- — — — — — — — —
November ... — -- — — — — — — — — —
December ... — -- — 25 — — — — — 23 —

Total 1939 ..» — --- — 31 — — — — — 81 —

1940
January — -- - — — 1 — — — 1 —
February ... — -- — 1 — — — — — 1 —
March — — — 11 — 20 — — — 31 —
April — -- — 18 — 76 — — 13 112 118
May — 1,245 249 — 117 50 7 — — 1,668 70
June — 621 616 22 37> 274 192 — 200 2,300 97
July — — 225 176 219 488 39 — 110 1.257 156
August — — 147 97 297 445 201 — 178 1,365 138
September ... — — 241 1,399 120 181 172 — 223 2,339 49
October —- — 167 623 29'.) 275 187 — 100 1,651 56
November ... —— — 338 264 204 231 183 — 96 1,316 31
December ... 137 — 165 281 88 105 104 — 112 992 47

Total 1940 ... 137 1,866 2,148 2,892 1,719 2,149 1,085 -- 1,037 13,033 762=
510 tons

1941
January 97 — 107 372 112 25 45 -- 19 777 45
February ... 513 — 80 491 149 96 45 -- 66 1,431 66
March 716 — 18 687 153 101 3 -- 66 1,744 70
April 972 — 21 1,035 79 108 32 -- 149 2,393 129
May 1,513 — 32 941 34 59 152 -- 115 2,846 121
June 2,138 — 768 865 4 103 115 -- 317 4,310 76
July 1,348 — 1,532 901 48 122 424 -- 9 4 38! 133
August 1,411 •— 1,874 546 6 144 103 -- 158 4,242 81
September ... 962 — 708 901 — 80 204 --- 34 2,889 101
Octbber 910 — 1,02!) 686 — 164 144 --- 51 2,984 75
November ... 1,062 — — 482 — 38 8 -- 317 1,907 111
December ... 697 — 040 — 8 58 -- 91 1 794 47

Total 1941 ... 12,33C 6,169 8,847 576 1,048 1,333 ____ 1,392 31,704 1,055=
707 tor
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Industrial
Towns

Troops and 
Defences

Transporta­
tion

Naval
Targets

Oil
Targets

A/Fs. & A/C. 
Factories

Specific
Industrie:

Military
Installations

Misce!-
lansous

Total
Tons

No. 0? 
Mines Laid

1942
January 853 --- — 1,219 — 82 — — 138 * 2,292 62
February ... 285 --- — 376 — 36 — — 314 1,011 306
March 1,711 — 298 — 32 510 — 124 2,675 356
April 2,667 --- 70 847 — 243 397 — 209 4,433. 56'.!
May 2,383 ---- 11 231 — 304 211 — 94 3,234 1,02:
June 6,087 --- — 223 11 390 36 — 98 6,845 1,167
July 5,246 -- 11 896 — 99 22 — 94 6,368 89;
August 3,828 01 — 110 — 34 15 — 114 4,162 96
September ... 5,256 — — 103 — 125 16 — 95 5,595 1,101
October 3,124 — — 394 1 183 37 — 70 3,809 98:
November ... 1,700 — 9 662 — 8 9 — 35 2,423 1,15<
December ... 2,497 — 34 24 — 7 83 — 64 2,714 987

Total 1942 ... 35,637 G1 135 5,383 12 1,543 1.341 — 1,440 45,561 9,574
6,367

1943
January 2,925 — 30 1,212 ■■— 66 49 — 63 4,345 1,285
February ... 6,329 — 6 4,403 — 16 127 — 78 10,959 1,129
March 6,606 — 73 1,668 24 15 2,072 — 133 10,591 1,159
April 9,097 — 108 1,335 — 750 41 — 136 11,467 1,869
May 11,904 — 113 32 21 600 7!) — 171 12 920 1,148
June 13,948 — 106 124 — 189 751 — 153 15,271 1,174
July 16,090 — 206 6 0u 4 391 — 121 16,830 927
August 15,674 _ 5 — --- 2 1,830 2,072 566 20,149 1,103
September ... 12,066 670 775 — --- 18 1,026 153 147 14,855 1,188
October 13,101 — --- 5 6 17 337- — 307 13,773 1,076
NovemJ>er ... 12,537 — 1,456 2 — 7 219 — 274 14,495 976
December ... 11,178 — — — — 7 97 346 174 11,802 800

Total 1043 ... 131,464 670 2,878 8,787 54 1,691 7,019 2,571 2,323 157,457 13,834=
9,136 tons

1944
January 16,566 — / 7 78 — 20 63 1,482 212 18,428 1,101
February ... 11,592 — 145 12 — 131) 46 9 111 12,054 1,661
March 19,456 __ 6,243 — — 1,380 339 14 266 27,698 1,472
April 11,997 633 19,230 6 — 1,175 380 7 68 33,496 2,643
May 5,396 12,634 15,013 15 — 2,648 1,488 5 53 37,252 2,760
June 710 13,729 17,433 3,133 4,496 1,346 50 15,907 463 57,267 1,778
July 9,594 8,847 9,475 298 4,407 514 19 24,292 169 57,615 70S
August 10,181 9,915 4,300 2,988 11,129 5,316 2,543 19,376 107 65,855 1,580
September ... 12,527 26,364 2,633 458 4,835 4,447 3 85‘) 461 52,587 748
October 42,246 12,366 530 972 3,682 47 1,082 — 273 61,201 1,133 *
November ... 27,696 5,689 4,892 159 14,385 19 63 — 119 53,022 750
December ... 16,727 3,677 18,454 1,529 . 5,109 1,858 1,604 — 82 49,040 1,160

Total 1944 ... 184,688 93,854 98,361 9,648 48,043 18,909 7,680 61,951 2,384 525,518 17,500=
13,170 tons

1945
January 11,931 2,072 8,459 129 9,028 — 1,221 — 83 32,923 668
February ... 21,888 3,756 5,505 561 14,109 — * — — 70 45,889 1,354
March 30,278 8,042 6,229 3,924 18,936 5 11 — 212 67,637 1,193
April 2,322 12,056 7,909 6,526 5,437 596 4 ^  — 104 34,954 1 362
May 63 155 — — — 36 — — 83 337 —

Total 1945 ... 66,482 26,081 28,102 11,140 47,510 637 1,236 ____ 552 181,740 4.582=
\ , 3,373 tons

Grand Total 430,747 122,532 137,793 46,728 97,914 25,977 19,694 64,522 9,137 955,044 47,307 =
I 0 33,263 ton*

MEDITERRANEAN THEATRE OF OPERATIONS 
TONNAGE DISTRIBUTION BY TYPE OF TARGET— HEAVY BOMBERS AND WELLINGTONS ONLY

Oil Plants, 
Storage, etc.

Aircraft
Factories

Other
Industry Airfields

Communi~
cations Harbours

Military Tar­
gets— Army 

Support
Targets 

at Sea
Miscel­
laneous

Total
Tons

*

Tonnage of 
Mines Laid

1940................ 14.3 _ 1.2 193.0 20.4 146.6 53.6 1t --- 26.3 455.4 _
1941................ 36.3 41.1 37.3 3,368.3 205.0 3,352.2 852.0 54.2 51.9 7,998.3 43.5
1942................ --- — , — 2,601.0 14.5 8,524.4 4,983.7 204.0 9.5 16,337.1 383.0
1943................ 40.3 123.5 65.0 5,832.0 6,780.7 4,440.3 3,943.5 34.4 82.2 21,301.9 160.7
1944................ 2,496.1 287.7 419.3 1,449.8 10,564.7 2,280.1 3,311.7 49.0 476.8 21,335.2 1,147.1
1945................ 244.2 — — — 6,643.4 1,232.2 038.1 — — , 9,057.9 —

Totals 2,831.2 452.3 522.8 13,444.1 24,223.7 19,935.8 14.082.6 341.6 646.7 76,485.8 1,734.3

CIVIL STIRLING
SH O RT B R O S., makers of the Sunderland, Shetland and 

the Stirling, have just announced that the latter machine 
can be made available as an 18-passenger, mail and freight 
aircraft. The conversion is in no w ay complex, and it would 
appear from a preliminary examination of the particulars that 
the new version could well fulfil an im portant part in the 
obtaining and necessarily restricted air scheme.

It is not suggested that the civil Stirling should be arrogated 
to a comparable level with the new types at present on the 
production lin es; but, as a stop gap or interim measure, there 
is much useful work that the aircraft could do at the present 
tim*e. '

That part of the fuselage devoted to the passengers is jroomy, 
with a single row of very comfortable chairs on each side of 

generous aisle. Each chair is adjustable and has a table, 
vhilst circular window ports are pitched one for each seat. 

Cloakroom and toilet accommodation, together with a

steward s galley, is arranged at the after end of the passenger 
cabin.

In addition to the overhead racks for personal effects which 
are fitted above the seats, passengers’ baggage is stowed in 
a 144 cu. ft. compartment between the wing spars in the 
centre section.

Freight up to a weight of 1,300 lb.^ean be stowed in the 
124 cu. ft. of nose space, and to round off the picture, the 
Stirling's very capacious bomb bay is employed to accommo­
date containers in which 3,600 lb. of mail can be carried. 
These quantities of mail and freight, together with the pas­
senger and baggage weight total up to 8,500 lb. of payload, 
i.e., 13.38 per cent, of the all-up weight which, for a job of 
this nature, is very fair.

An analysis of the operating costs together with illustrations 
and’ performance curves for the aircraft will be included in next 
week’s issue.
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C IV IL  A V I A T I O N

Canada’s International 
Program m e

Qood Neighbour Policy : Overseas Services

A  R E  V IE W  of Canada’s programme for international air 
transport, of progress made and of plans for the future, 
shows a well-defined pattern being developed as rapidly 

as conditions permit. As already reported, a new agreement 
with the United States for air line routes across the border 
came into effect recently. Trans-Canada Air Lines reports 
intensive planning for the time when, as sole Canadian agency 
designated b y ' the Government to operate international air 
services, it will extend its operations beyond the nation’s 
frontiers. Preparations are being made to set up the Interim 
International Civil Aviation Organisation agreed on at the 
Chicago conference last year and which will be located in 
Montreal.

The international air routes in which Canada is interested 
fall into two distinct groups. First, there is the group of routes 
making up the network of air line communications with the 
United States, Secondly, there are the external routes. In 
the organisation of world aviation Canada is a strong supporter 
of the principle of international collaboration and regulation. 
Each of these three parts of the international programme is 
receiving attention.

The Border Air Routes
The agreement with the United States, like the earlier agree­

ments, is based on a principle that is long established in Canada- 
U.S. air route arrangements. It is a principle which, in the 
Canadian view, might well form a model for any two nations 
requiring to establish a system of air routes across a common 
boundary. There is no direct competition between Canadian 
and United States carriers on international services between 
the two countries, no duplication of air transport facilities. 
Instead, Canada and the United States make a division of the 
routes between them, based on a fair division of the traffic.

Under the new agreement eight Canadian routes operate into 
the United States; fifteen U.S. lines extend into Canada. T o ­
gether these twenty-three international air connections will 
provide direct air line communication with U.S. communities 
for practically every large centre of population in Canada. Un­
doubtedly the principle of dividing the routes and the traffic, 
with a fair share to each country, has made it possible to bring 
international air line connections into areas which would not 
have been served had operations been concentrated competi­
tively  on the more lucrative routes. Of the two areas of 
greatest traffic density, one is served by U.S. carriers (the area 
Ottawa-Montreal-New York-W ashington) and one by Canadian 
carriers (Toronto to New Y ork and C hicago). The other routes 
are about equally divided. Most of the U.S. routes are already 
in operation. On most of the Canadian routes the starting of 
operations depends on additional equipment becoming avail­
able. Through connections for overseas services were not dis­
cussed under this agreement.

This agreement appears to set the pattern of Canada-U.S. 
air line arrangements for some time to come. Both countries 
seem to be satisfied that the division of routes between them 
is fair and equitable under present circumstances. When 
Canada is in a position to operate all of the routes assigned to 
her under the new agreement, and when two new internal rout­
ings have been established (Winnipeg-Edmonton direct, and 
Toronto-Winnipeg via the Lakehead), a comprehensive system 
of trans-continental air communications with well-planned U.S. 
connections will have been achieved. It would appear to be 
adequate for all traffic demands which are likely to be made 
upon it for some time to come.

External Routes
Three international and overseas services are of interest to 

Canada and comprise the present programme for external 
operations: (1) A  route across the North Atlantic. (2) A route 
serving the W est Indies and Latin America. (3) Canadian 
participation in a Pacific route.

Canada attaches considerable importance to a direct Cana 
dian operation across the North A tlantic to the United K ing­
dom. Two wartime Canadian services are already in operation 
over this route. A  civil Government air service for mail, 
freight and official passengers flies to the United Kingdom and 
returns, three times weekly, with Trans-Canada Air Lines as

operators of the service on behalf of the Government. The 
R .C .A .F . operates another mail and passenger service to the 
United Kingdom.

Trans-Canada Air Lines will start a fare-paying trans­
atlantic service on September 1st with modified war priorities 
enabling some business men to fly to Europe. Fares have 
not yet been set, but they would not exceed those charged 
by Pan-American Airw ays— $525 plus tax for a one-way trans­
atlantic trip.

T .G .A . at present has four converted Lancasters on the trans­
atlantic run, but they are used entirely for official business. 
Four more are being added immediately, and it is expected by 
autumn there will be one flight a day. The flights will be 
made from Dorval, Quebec, to Prestwick, Scotland.

Dorval airport will be com pletely a civil aviation airport in 
less than tw7o years and possibly within one year. A t present 
a large proportion of the facilities of this huge Montreal airport 
are given over to the R oyal Air Force for transport, but gradu­
ally the airport is being turned back to Canadian authorities.

On routes across Canada four-engined aircraft are to replace 
the twin-engined machines used at present and are to be put 
into service by the T .C .A . next summer. In the meantime 
work will be started extending runways at terminals. W7ith 
these aircraft fewer stops will be necessary, and consequently 
the time required to fly across Canada will be considerably 
reduced.

In addition to these trunk services two services across Canada 
with smaller aircraft will be operated, making shorter hops and 
bringing passengers to concentration points to be transferred to 
the bigger machines much as local trains feed fast trains.

Outlining these plans, the Hon. C. D. Howe, Minister of 
Reconstruction, stated that the provision of the Civil Aviation 
A ct to separate the Canadian Pacific R ailw ay Company from its 
air operations has not been implemented, as it comes into effect 
only a year after the end of the war in Europe.

Plans for services to the West Indies-Latin America area, and 
on the Pacific route, are still tentative, but are the subject of 
intensive study. The West Indies-Latin America service holds 
particular interest for Canadians because of extensive and old- 
established trading connections in that area, in which Canadian 
merchant shipping has long been active. The Pacific route— or 
that segment of it adjacent to Canada— will be an important 
link in the system of Commonwealth air communications.

Canada is in agreement with other Commonwealth countries 
on the basic pattern to be ; allowed for establishment of Empire 
air services. The routes operated by Canada will form a part 
of that basic pattern. In the Canadian view each Common­
wealth member Government should operate the services, or 
sections of services, adjacent to its own territory. Out of 
these co-operative efforts a broad pattern of connecting links, 
joining the areas of the Commonwealth, would emerge.

As is now well known, Canada plans to operate her external 
air services on an entirely Canadian basis. That is to say, 
Canadian identity will not be merged in joint operating com­
panies.

International Organisation
International agreement on the regulation of air traffic is an 

important part of the Canadian programme. Efforts by 
Canada’s representatives at the Chicago conference to obtain 
such an agreement were very nearly successful. B y  the time 
the conference concluded the area of difference, though decisive, 
was quite small. It was the general view that agreement in 
the future was a definite possibility, and the problem was re­
ferred for further study to the Interim International Civil Avia­
tion Organisation to be established in Montreal.

In the Canadian view the International Organisation and the 
international convention on civil aviation on which it is based 
must possess the authority to regulate and control international 
air traffic if the organisation is to be fully effective. Canada 
has emphasised continuously the importance of agreement.on 
these matters to the future peace and security of the world.

Therefore Canada does not accept the present situation as 
either permanent or final, and is continuing to pursue her efforts 
to obtain agreement. This remains a prime objective of 
Canadian policy.
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CIVIL AVIATION NEWS
N O R  W A Y S  A IR L IN E S

NO R W A Y  now has eight air lines in operation including 
one to London and one to Edinburgh.

They are at present controlled by the Norwegian A ir Ministry 
and served by m ilitary aircraft, with m ilitary personnel.

FO R  D E N M A R K

A IR  services between Danish provinces are to be operated by 
a new Danish air taxi.com pany. As no pilots have been 

trained in Denmark during the occupation the com pany hopes 
to employ ex-R .A .F . pilots.

S W E D IS H  E X P E R IM E N T

ONE ot tne first Swedish experimental transatlantic flights 
used Minagan, Quebec, about 100 miles south of Goose 

B ay, Labrador, as an interim halt and then continued to 
New York.

Although Sweden was not a signatory to the Chicago interim 
air agreement, courtesy rights for the flight were granted by 
the Dominion Government.

F R O M  C E Y L O N

COLOM BO has become one of the chief airports on one 
of the fast air mail routes between Australia and England. 

A survey -made by the Director of Civil Aviation in Ceylon 
which notes this as one of the im portant changes affecting 
civil aviation in Ceylon, records also as an im portant factor 
the acceleration ol the T ata air mail service between Ceylon 
and India. The journey between Colombo and Karachi is now 
completed the same day.

A sum of R s.30,000 for providing a part of the equipment, 
for the Colombo airport necessary to meet immediate demands 
is included in the 1945-46 estimates under civil aviation.

Ceylon has now one of the largest airfields in the world. 
Hacked out of the dense jungle it is part of the island's share 
in the development of aviation stimulated by war conditions. 
From Ceylon aircraft fly to Australia and' New Zealand along 
the longest air route in the world, reaching Sydney in undei 
55 hours.

A U S T R A L IA N  P L A N S

TH E battle around the nationalisation of Australian air 
.lines is still raging, with both sides not sparing each other. 

Air line operators have published a legal opinion stating that 
the Constitution does not grant the Commonwealth any 
explicit power to monopolise any form of trade or transport. 
Following Mr. Menzies' announcement that the Opposition 
will hotly contest the Bill, Sir Earle Page, member of the 
W ar Advisory Committee, said that delay and uncertainty 
must result from the Governm ent’s plan because the constitu­
tional issue would undoubtedly be decided by the courts. De­
fending the Governm ent's proposal Mr. J. J. D aly said that 
the British people had just returned a Government pledged 
to nationalisation plans far more advanced than those of 
Australia. It was therefore fitting that at this moment Aus­
tralia should be debating a measure .which signified Australian 
unity with the British people in the search for a new and better 
w ay of life.

“ Anybody else for Paddineton or Edgware Road ? "

P.I.C.A.O.

TH E Secretariat of the new Provisional International Civil 
Aviation Organisation, the seat of which wall be in Mon­

treal, vvill offer a numbei of employment opportunities for 
qualified personnel, announces the Canadian External Affairs 
Department.

Personnel will be required to be skilled in the technical 
specialities of aircraft airworthiness, qualifications and licens­
ing of operating personnel, organisation of air routes and 
related subjects such as wireless, communications, air traffic 
control, meteorology and air mapping.

Persons seeking employment with “ P .I .C .A .O .”  should 
communicate with the Canadian Preparatory Committee, Room 
1212, Dominions Square Buildings, Montreal.

P A C IF IC  SE R V IC E

LA N D P L A N E S will replace flying boats on the San 
Francisco-New Zealand service which Pan American A ir­

ways hope to resume in the near future.
The route will be much the same as that followed before 

the interruption of the service by the Pacific war but flying 
time would be 36 hours and the fare $292 (^73) plus any 
Government travel tax. This is less than first class steam fare.

The machines with which the service is to be operated will 
be either the DC-7S or Lockheed Constellations. The former 
are powered with four engines of 3,000 h.p. each, develop a 
cruising speed of 300 m .p.h., and carry 100 passengers in 
addition to mail baggage and express freight. Constellations 
carry 60 passengers.

Some time wrill, however, elapse before the D C -7S  are used, 
as they are not likely to be available before the middle of next 
year, and until then smaller machines are to be put into 
service.

F A C IL IT IE S  A T  N E W  Y O R K

BRITISFI air lines will be allotted space at the Idlewild air­
port, Long Island, New York, which the city  is construct­

ing on the shores of Jamaica B ay at a cost of ^40,000,000. 
This decision marks the conclusion of two years of negotia­
tions, and places at British disposal space at least sufficient 
for transatlantic service facilities.

Altogether 38 “ gate position s" each 150ft. wide and in­
cluding separate customs and passport offices have been allo­
cated. Of these 31 go to American air lines and seven to 
foreign operators, of which Britain receives two.

The future use of Idlewild as the terminal for British trans­
atlantic services would bring them within easier reach of 
New Y ork. A t present the rail journey from the marine base 
at Baltim ore where B .O .A .C . flying boats anchor, takes 2  ̂
hours as compared with half an hour car journey from Idle- 
wild to New Y ork. The use of Idlewild, however, would 
im ply a change over to land machines, but such a move will 
only become topical in about two years when the airport is 
completed.

B.O.A.C. A P P O IN T M E N T S

CO N G R A T U LA T IO N S to B .O .A .C . Capts. Alger, Bailey, 
Harrington and Mollard in their new appointments.

Captain R. P. Mollard has been appointed manager No. 8 
Line, Durban. He has logged some 13,000 hours, flown prac­
tically all types of aircraft, was co-pilot on the first experi­
mental air mail service to Australia in 1931, and was com­
mended in the Honours List, January, 1945. Capt. J. C. 
Flarrington, O .B .E ., who goes to Hurn as manager, N o. 2 
Line, has been with flying boats since 1937 and flew in 1940 
the first flying boat on survey through the Belgian Congo. 
Capt. F . Bailey, appointed operations superintendent Middle 
East Region, joined Imperial Airw ays in 1924 and made a 
world's record on the Brindisi-Alexandria sector by flying 
4,500 hours on one aircraft. He piloted Canopus on her 
maiden flight in 1936. Capt. H. W . C?  Alger, appointed man­
ager, No. 4 Line, Poole, has completed over 14,000 flying 
hours and had considerable experience since 1928 on differ­
ent sectors of Empire operations. Among these he piloted the 
DH-66 City of Cairo on the Capetown survey, and the Short 
K ent Satyrus in 1937 on the Singapore survey.

The new appointments follow the Corporation’s policy of 
transferring senior captains who have shown exceptional tech­
nical and adm inistrative abilities to executive positions con­
cerned w'ith flying operations.
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Co r r e s p o n d e n c e
The Editor does not hold hnnsetj responsible j  or the views expressed by correspondents. The names and addresses 0/ ths writers,

not necessarily for publication, must in all.cases accompany letters.

THE SHAPE OF THINGS TO COME 
Danger in Two-control “ Safety ”

1H A V E  been having arguments with colleagues as to the 
desirability of simplified airciaft controls, e g., two-surface 

control instead of three, and my contention is that, whilst 
measures of simplification appeal at first sight to be attractive, 
unless very well done indeed are likely to be a danger.

To support this view, I contend that the pilot who has 
learnt to fly on, say, a Tiger Moth might well be a perfectly 
safe and competent pilot of a safe ”  two-control aircraft, 
but the man who learns to fly on the latter type is unfitted to 
handle conventional controls. Again, as I see it, two-control 
types will have limitations of manoeuvre where, ordinarily, 
crossed contiols would be used, and under these circumstances 
could easily find themselves in conditions where the “  safety 
measure "  was a severely limiting obstacle to winning free with 
a whole skin.

So long as straightforward flight from A to B is envisaged, 
all well and good, but 1 submit that immediately this narrow 
path is forsaken (and sometimes it is unavoidable), then the 
very advanced, super-scientific “  safe ”  aircraft is infinitely 
less safe than the orthodox machine. Perhaps some other 
readers will air theii views on this matter. RU FU S C AR M O D \

WHAT DOES THE PRIVATE OWNER WANT ?
A  Single-engined Four-seater and a Twin-engined

Six-seater
IN  replying to Indicator’s question (Flight, July 12th), 1 
I- found it difficult not to start off, like Mr Joad, by saying

It all depends on what you mean by a private owner."
To m> mind, a private owner can be:
(r) The amateur who learns to fly and is content to keep 

an aircraft at an airfield and fly it about mostly on 
week-ends and summei evenings, with little more motive 
other than letting off steam and giving his friends occa­
sional flips (or frights).

(2) The enthusiast who takes flying as a serious hobby, tours 
abroad and uses his aircraft as a means of getting from 
A to B, where there is a definite motive at B.

(3) The owner who combines (2) above with his business 
and possibly a certain amount of charter work.

1 don't feel any useful purpose would be served in dealing 
with an aircraft for (1) above, as. any good trainer type will 
do, but (2) and (3) both seem to me best served by a single- 
engined aircraft such as the Stinson Reliant, Heston Phoenix 
or Percival Gull, 01 a twin such as the D.H. Dragonfly or 
Rapide, Percival Q.6. and the Lockheed “  12.”

I don't consider that any of the above aircraft really meet 
post-war requirements except possibly the Stinson Reliant and 
the Lockheed “  12," both of which were comparatively e x­
pensive in capital outlay.

What 1 feel is required is sufficient speed range to maintain 
an absolute minimum 150 m.p.h. against any normal head 
w in d ; a motor car finish inside ;• adequate luggage accommo­
dation for four people with the single-engined type and six 
for the twin-engined type; full blind-flying equipment; radio 
installations to meet all legal requirements and to enable the 
aircraft to be flown in comfort with the minimum traffic restric­
tions; a range of 600 miles in still air; full night-flying equip­
ment ; and self-starters for the engines.

Arrangements should be made whereby, so far as possible, 
inspection of all working parts within the fuselage, wings and 
engine can be undertaken without removing cowlings or cutting 
fabric (in other words, free use of the zipp fastener and quickly 
detachable cover-plate), and a very detailed study made, on 
the part of the designer, with a view to low maintenance and 
cost of C. of A ,

The only other type of aircraft for which 1 would have any 
use would be a 200 m.p.h. side-by-side two-seater, with a range 
of about 500 miles and week-end luggage accommodation; 
but it is open to doubt as to whether such a type, which could 
not have the full quota of navigational aids, would be allowed 
the freedom of movement, geographically, for its full benefit 
to be appreciated.

In setting out the above very brief requirements, 1 appre­
ciate that many obvious details, some of which are a matter 
of personal choice, have been left out.

1 have considered that the private owner's aircraft is most 
likely to be a four-seater, or slightly larger, on the assumption 
that there will be few private owners, other than the very rich, 
who will be able, fo- the next ten years, to afford to fly their 
own aircraft without they combine it with business, and thus 
recover a large percentage of their overheads. That is why I 
have also put a small, high speed aircraft in rather as an after­
thought. ft  has a limited business application, and is merely 
the rich amateur's sports car of the air.

While 011 this point, and in view of what 1 have said above, 
it has got to be made more easy for the private owner to obtain 
a “  B licence, or its post-war equivalent, so that he will be 
able partly to commercialise his flying. It is to be hoped that 
C.M .E, or its equivalent will appreciate that the safe and com­
petent pilot can be found as much by a study of his past record, 
practical experience and ability, as by finding what sort of a 
squint he has, or what is his lung capacity, and the shape of 
his nostrils. Many of these physical “  defects ”  can either 
be ignored 01 rectified. ]. R. B R Y A N S.

IMPROVING THE BREED
“  Indicator ”  Replies to “  Technician ”

SINCE we are both concerned with exactly the same thing—  
the improvement of design with the least possible wastage 

of time and effort— I would not have replied to “  Technician’s ”  
views (July 26) were it not for the fact that he appears to have 

mistaken the real object of my arguments.
First of all, it is just the ballyhoo surrounding the glamorous 

and heroic (and quite imaginary) test pilot that we all want 
to lose so that we can proceed unhampered with the business 
of the day. The idea of the experimental test pilot as a man 
who, trailing an open parachute, staggers into the chief 
designer’s office, hands 111 his report and staggers out to the local 
for refreshment is still, f regret, resting lightly in the minds of 
many of those who do the hard work.

In my article of May 3rd I suggested a way in which the 
undeniable gulf between theory and practice might be bridged. 
Maybe it would be more practical to do it, as “ Technician”  
suggests, the other way round. But I don’ t think so. A  test 
pilot, in order to understand exactly what is going on, does 
not need the particular experience and training required by the 
designer to do his w o rk , he needs only to be very well-groomed 
in the more practical aspects of aerodynamic theory. His 
“  little learning”  (and much practical experience of cause and 
effect) would be duly converted by the design staff into 
formulae. One doesn't need mathematical training to under­
stand compressibility effects, or, to cite simple examples, the 
reason why metal-covered control surfaces are so much lighter 
than fabric-covered versions, or why tail-buffeting may occur 
when, for instance, there is a badly fitting panel in the wing- 
root fillet. But one needs to know what the air is doing. On 
the other hand, the technician would require a great deal more 
even than the trained ability to fly successive modern types 
with safety and skill for his opinion on flying characteristics to 
be of any value to him in his work. Certainly a few hours on 
training types would put him firmly in the category of those 
to whom a “  little learning is a dangerous thing.”

Of course, the technicians must take their share of the credit 
for the excellent characteristics of most present-day aircraft. 
But to whom must go the discredit for the few aircraft, pro­
duced on both sides of .the Atlantic, which have been very 
far from good ? I blame the technicians and the test pilots 
equally; both should have known better. But the technician 
is helpless if he is not backed by a really intelligent and 
imaginative test pilot. If the test pilots concerned with the 
development of one type which comes to my mind had been 
able (or been allowed) to produce something more than a set 
of facts and figures, a great deal of time and'some valuable 
lives would have been saved. In another case, a “  not-so- 
brainy ”  test pilot assisted a no-doubt very excellent and brainy 
designer to produce an aircraft which was almost completely 
unacceptable in its original form. The designer could know 
no better; all he needed was a test pilot with enough experience 
to know what was wanted and whose “ preconceived theories ”  
of how an aircraft should behave were sound.

Both edges of the sword must be equally sharp. At the 
moment, I feel, the test pilot’s edge could, with good effect, 
be sharper. “ IN D IC A T O R .”
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TEN KNOTS FOR 1070 MILES : A  photograph, just released by the Admiralty, of the aircraft carrier H.M.S. Nabob limping
home last August after having been torpedoed during an action.

Service Aviation
Royal A ir Force and

Appointments
THE Air Ministry announces the following 

R.A.F. appointments in the British Air 
Forces oi Occupation (Germany) : —

Air Vice-Marshal Frank Linden H o p p s , C.B.,
C.B.E., A.F.C., to be Air Officer-in-Charge of Ad­
ministration.

Air Vice-Marshal Charles Ronald S t e e l e , C.B.,
D.F.C., to be Senior Air Staff Officer.

Air Vice-Marshal Anthony Lauderdale P a x t o n , 
D.F.C., to be Air Officer Commanding No. 85 
Group. _

Air Commodore Percy Eric M a i t l a n d , C.B., 
M.V.O., A.F.C., to be Air Officer Commanding 
No. 2 Group and to be Acting Air Vice-Marshal.

N o t e s  o n  C a r e e r s .
Air Vice-Marshal Hopps has been Air Officer 

Commanding No. 16 Group Coastal Command since 
July, 1943, and was previously Deputy Senior 
Air Staff Officer at Headquarters, Coastal Com­
mand. Before that he had been Senior Air Staff 
Officer at a number of Coastal Groups.

In 1920 he was at the Royal Aircraft Establish­
ment, Farnborough, in the Experimental Section, 
and the following -year took a course at the School 
of Naval Co-operation, subsequently serving at 
Calshot on flying duties. After an Air Defence 
Course at the Royal Air. Force Staff College in 
1929, he served with No. 99 Squadron, A.D.G.B., 
and in 1930 went to Singapore.

Following his return to England in 1934 he 
served in the Air Ministry on Intelligence duties, 
and in 1937 commanded No. 115 Squadron. In 
the following year he became an instructor at the 
R.A.F. Staff College. In August, 1939, he was 
at Headquarters, Coastal Command, and in 1940 
commanded R.A.F. Station, Detling.

Air Vice-Marshal Steele has been Air Officer 
Commanding a Group in 2nd Tactical Air Force 
since the formation of that Command in 1944. 
He was previously A.O.C. a Fighter Group, and in 
1943 was at Headquarters, Fighter Command 
on Air Stuff Operations duties.

At the outbreak of war Air Vice-Marshal Steele 
was on Air Staff duties at a Bomber Command 
Group, and in January, 1940, was appointed to 
a similar post at Headquarters. British Air 
Forces, France. Later in the year he was ap­
pointed Senior Air Staff Officer to the Southern 
Rhodesian Air Force. Upon his return to Eng­
land in 1942 he became Senior Air Staff Officer 
of a Fighter Command Group.

N aval A ir A rm  News
Air Vice-Marshal Paxton has been Senior Air 

Staff Officer, H.Q., Flying Training Command, 
since September, 1943. For two years previously 
he was on loan to the Canadian Government as 
Deputy Director of Flying Training, H.Q., 
R.C.A.F., and in 1940 he was S.A.S.O. No. 21 
Flying Training Group.

He was commissioned in the R.F.C. in 1917, 
after entering the Service as a cadet earlier in 
the year, and served in France. Following the 
war he was posted to the Middle East for flying 
duties and was awarded the D.F.C. for operations 
in Mesopotamia in 1921.

After commanding Nos. 23 and 25 Squadrons 
he again went to the Middle East, and in 1936 
became Chief Flying Instructor at the C.F.S.

Air Vice-Mar&hal Maitland has been Director 
of Operational' Training, Air Ministry, since 
February, 1943, having previously been A.O.C. of 
a Group in Bomber Command. In March, 1941, 
he was appointed to command R.A.F. Station, 
Harwell, after commanding No. 15 Flying Train­
ing School from May, 1939. < *

He joined the Royal Navy in 1913, and was 
commissioned in the Royal Naval Air Service in 
1915. In 1932 he graduated at the R.A.F. Staff 
College, A.D.G.B., and in December of that year 
was posted to Headquarters, A.D.G.B. In August, 
1934, he Commanded No. 207 Bomber Squadron 
(A.D.G.B.) and later commanded R.A.F. Station, 
Mount Batten. In 1937 he was appointed to com­
mand No. 205 Squadron, Far East.

Awards
THE KING has been graciously pleased to 

approve the following awards in recognition 
of gallantry and devotion to duty in the execu 
tion of air operations: —

Distinguished Service Order
Act. Wing Cdr. J. E. G r i n d o n , R.A.F., No. 

630 Sqn.—In the course of numerous operational 
sorties, Wing Cdr. Grindon has established an ex-' 
cellent reputation for leadership, energy and 
courage. The worst weather or the heaviest oppo­
sition have never deterred him from the accurate 
completion of his allotted tasks. Over such heavily 
defended targets as Konigsberg, Bremen and Ber­
gen he has braved intense anti-aircraft fire and, 
despite damage to his aircraft on more than one 
occasion, has always fulfilled his mission. On one 
occasion, during a daylight attack on Homberg, 
severe damage was sustained and his aircraft

and Announcements
became difficult to control but, in spite of the 
danger, Wing Cdr. 'Grindon continued to lead 
his formation with skill and determination. He 
has, at all times, set an outstanding example.

Act. Wing Cdr. N. G. M a c f a r l a n e , R.A.F., No. 
15 Sqn.—Since assuming command of his squadron, 
this officer has consistently displayed a high 
standard of leadership and devotion to <iuty. He 
has frequently led the squadron to attack distant 
and dangerous targets in enemy territory, unde­
terred by adverse weather and enemy opposition. 
On many of his missions, W'ing Cdr. Macfarlane 
has acted as captain of aircraft with crews vho  
were flying on their first operation. By his 
courage and experience he has been a source of 
confidence to all who serve under him. "t he high 
level of achievement attained by the squadron has 
been largely attributable to the fine qualities of 
its  commander.

Sqn. Ldr. R. A. N e w m a r c h , R.A.F.V.R., No. 
44 Sqn.—Sqn. Ldr. Newmarch has completed 
numerous operational sorties, many ,of them 
attacks bn distant and heavily defended targets in 
Germany. Every one of these attacks has been 
pressed home with great determination and effi­
ciency and all have been successful, often in the 
face of difficult circumstances. On one occasion 
over Chapellerault, he drove off a determined 
attack by a Messerschmitt 110, while circling the 
target prior to making his lx>mbing run. Sqn. 
Ldr. Newmarch, as squadron commander, has dis­
played outstanding devotion to duty, and his gal­
lant leadership and untiring determination have 
set a fine exampie to all under his command.

Act. Sqn. Ldr. N. F. H i l d y a r d ,  D.F.C., 
R.A.F.V.R., No. 105 Sqn.—This officer has com­
pleted three outstanding tours of operational 
duty. In the early .part of his third tour he was 
engaged in attacking vital targets in France im­
mediately after the invasion.. Since then he has 
taken part in missions against a large number of 
important centres in Germany, such as Dortmund, 
Cologne, Nuremberg and Munster. Throughout all 
these operations, Sqn. Ldr. Hildyard has dis­
played outstanding courage and great skill as a 
pilot. His determination to press home his attacks 
has been exceptional and he has successfully com­
pleted many missions in most arduous’ circum­
stances and in the face of very heavy enemy 
opposition.

F it. Lt. D. C. D a v i e s , D.F.C., R.A.F.V.R., No, 
139 Sqn.—This officer has an outstanding record 
of operational sorties. He has completed three
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tours of operational duty. Since the award of the 
D.F.C., F it. Lt. Davies has always displayed ex­
ceptional courage and ability. On 13 occasions 
he has attacked Berlin and, in addition, has en­
countered fierce opposition over most oi the major 
targets in Germany. He has rendered valuable 
service to his squadron.

Act Fit. Lt. W. J. C l e l a n d , D.F.C., R.A.F.V.R., 
No. 156 Sqn.—This officer has always displayed a 
fine fighting spirit and a great zest lor operations. 
He has a fine record of operational sorties and 
has always shown outstanding courage and deter­
mination, even in the face of the heaviest oppo­
sition. Many of his missions have entailed the 
fulfilment of difficult and dangerous duties. He 
has invariably performed them with great gal­
lantry and efficiency. Fit. Lt. Cleland has always 
set a high standard of tenacity and devotion to 
duty.

Act. F it. Lt. J. C u t h i l l , D.F.C., R.A.F.V.R„ 
No. 156 Sqn.—Fit. Lt. Cuthill has taken part in 
many hazardous missions against the enemy. His 
fine leadership and efficiency have extricated his 
crew and aircraft from many perilous situations. 
He has operated frequently over some of the most 
heavily defended objectives in Germany, including 
Berlin, Leipzig and Schweinfuit. By his unfail­
ing courage, endurance and determination, this 
officer has proved himself a most valuable asset 
to his squadron.

Act. Sqn. Ldr. J. B. B u r t , D.F.C., R.A.F.V.R.. 
No. 109 Sqn.—Sqn. Ldr. Burt has an impressive 
operational record. He has successfully partici­
pated in numerous attacks against heavily de­
fended German targets, including industrial 
centres in the Ruhr, and many vital industrial 
targets, having on several occasions flown the lead­
ing aircraft in formation attacks. On a number 
of sorties his aircraft has been damaged by anti, 
aircraft fire. In March, 1945, he led a formation 
of bombers against enemy mechanical transport 
in the Wesel area. Adverse weather was encoun­
tered, but desnite this, owing to Sijn. Ldr. Burt’s 
skill and tenacity, a successful attack was accom­
plished. His outstanding qualities of leadership, 
both in the air and on the ground, have done 
much to maintain the high standard of achieve­
ment in his squadron

Act. Sqn Ldr. R. E. C u r t i s , D.F.C., 
R.A F.V.R., No. 109 Sqn.—This officer has a dis­
tinguished record of operational flying. He has 
completed three tours of operational duty and 
since the award of the D.F.C. he has participated 
in numerous attacks on important and heavily 
defended targets in Germany. He is a navigator 
of outstanding ability who has materially contri- 
bnted to the high standard o f , operational effi­
ciency maintained in his squadron. At all times 
Sqn. Ldr. Curtis has displayed meticulous care 
in the preparation and assessment of charts and 
logs for operational flights and courage and devo­
tion to duty of the highest order.

Act. Sqn. Ldr. F. G. D a v y , D.F.C., R.A.F.V.R., 
No. 109 Sqn.—Sqn. Ldr. Davy has shown himself 
to be a navigator of the utmost reliability. He 
has always devoted himself with conscientiousness 
and tenacity to the task and has invariably dis­
played high skill and great courage. On all of his

missions excellent results have been obtained. Fit. 
Lt. Davy’s high sense of duty, ability and deter­
mination have been a valuable asset to his 
squadron.

Act. Sqn. Ldr. J. F. C. G a l l a h e r , D.F.C., 
R.A.F.V.R., No. 105 Sqn.—Sqn. Ldr. Gallaher is 
now engaged on his third tour of operational 
duties, and has completed a very large number 
of sorties, many of them in a most responsible 
role. In the earlier part of his present tour Sqn. 
Ldr. Gallaher completed many attacks on targets 
important for the invasion operations. Since then 
he haB taken part in many sorties against targets 
in the > Ruhr valley and other heavily defended 
objectives in Germany, He has invariably dis­
played the utmost courage and skill and has 
proved himself an outstanding navigator.

Act. Sqn. Ldr. W. J. G r e g o r y , D.F.C., D.F.M., 
R.A.F.V.R.—Since being recommended for a bar 
to the D.F.C., this officer has taken part in many 
operational missions over enemy territory, in the 
course of which he participated in the destruction 
of eight enemy aircraft. W hilst supporting an 
attack on Cologne his aircraft was damaged by 
enemy fighters, the port engine being set on fire. 
By his skill as a navigator, Sqn. Ldr. Gregory 
enabled his pilot to avoid the persistent attacks 
of the enemy aircraft and assisted him during the 
return flight. On another occasion he and his 
pilot engaged two enemy fighters in a combat 
which lasted 25 minutes, destroying one of the 
enemy. In May, 1944, Sqn. Ldr. Gregory assisted 
his pilot to destroy a Focke Wulf 190 while 
returning from a sortie against Aalborg. Shortly 
afterwards, the aircraft was severely damaged by 
•a Messerschmitt 109. W ith their petrol draining 
rapidly from the damaged tanks, they attempted 
flying the aircraft to base, but were forced down 
on the North Sea and rescued after 30 minutes 
by a naval vessel. For the past seven months 
this officer has fulfilled the duties of Station 
Navigation Officer, in which capacity his experi­
ence and advice have been most valuable.

Wing Cdr. A. N. F r a n c o m b e , R.A.F., No. 267 
Sqn.—This officer has a fine record of operational 
flying. Since he assumed command his squadron 
has been chiefly engaged in operations over the 
Balkans and Northern Italy. Numerous hazard­
ous and skilfully executed flights have been com­
pleted. Wing Cdr. Francombe has shown himself 
to be a most conscientious, thorough and cour* 
ageous leader. He has always set an inspiring 
example which has largely contributed to the 
fine work achieved by his squadron.

Act. Wing Cdr. T. A. Cox, R.A.F.O., No. 180 
Sqn.—This officer has served in both the Far 
Eastern and European theatres of war. Since 
February, 1945, he has proved to be an excellent 
squadron commander, who by his outstanding 
leadership, energy and drive, has maintained his 
unit at a high standard of efficiency, enabling 
it to achieve, amongst other highly successful 
attacks, three which were outstanding. These 
were an attack on a strong point at Bremen in 
April, 1945. and two attacks on the barracks a t  
Oldenberg. Wing Cdr. Cox has led numerous 
attacks against heavily defended targets, always 
displaying great skill, determination and devotion 
to duty. ’

Act. Wing Cdr. J. H. S i n d a l l , R.A.F.O., No. 
215 Sqn.—This officer has served in both the 
European and Far Eastern theatres ol war. Dur­
ing his first tour of duty he attacked many of 
the most heavily defended targets in Germany. 
Now on his second tour of operational duty, he

(Left) Badge of No. 812 Squadron, 
Naval Air Arm. “  Dex Aie ” (God 
aid). On a blue field, over water, 
w avy green, a flying fish, gold. 
(Right) Badge of No. 813 Squadron, 
Naval Air Arm. “  Full sails.”  On a 
white field, over water in base, barry 
w avy blue and white, an eagle dis­

played reversed, black.

has taken part in many sorties against targets 
in Burma and on numerous supply dropping 
operations. Many of these missions have involved 
flying over difficult terrain in adverse weather. 
Wing Cdr. Sindall has, at all times,, displayed 
outstanding organising ability and great devotion 
to duty. He has led his squadron on many low 
level daylight attacks against the enemy’s lines 
of communication and rolling stock, and has 
always pressed home his attacks with skill, cour­
age and determination.

Bar to Distinguished Flying Cross
Act. Group Capt. J. B. V o y c e , D.F.C., R.A.F., 

No. 139 Sqn.
Act. Sqn. Ldr. A. C o le m a n ,  D.F.C., R.A.F.V.R., 

No. 1 3 9  Sqn.
Act. Sqn. Ldr. B. W. Le Su e u r , D.F.C., 

R.A.F.V.R., No. 105 Sqn.
Act. Sqn. Ldr. G. A. St o c k s , D.F.C., R.A.F.V.R., 

No. 7 Sqn.
Distinguished Flying Cross

Fit. Lt. J. M. W a l l a c e , R.C.A.F., No. 432 
(R.C.A.F.) Sqn.

Capt. R. A. G e a t e r , S.A.A.F., No. 19 (S.A.A.F.) 
Sqn.

Fit. Lt. J. C. E. A t k i n s , R.A.F.V.R., No. 219 
Sqn.

F /O . D. R. M a y o , R.A.F.V.R., No, 219 Sqn. 
F/O . IL B e n s o n , R.A.F.V.R., No. 156 Sqn. 
F/O . T. C o n n e r , R.A.F.V.R., No. 57 Sqn.
K/O. D. H .  S w a i n , R.A.A.F., No. 12 8  Sqn. 
W / O .  W .  J .  H o d g e s , R.A.F.V.R., No. 1 74  Sqn. 
F/O . F. R. W a l k e r , R.A.F.V.R., No. 184 Sqn. 
P / O .  T. F. T a y l o r , R.A.F. V.R., No. 48 8  (N.Z.) 

Sqn.
Fit. Lt. H. F. M c N a b b , Fit. Lt. L. W a t e r f i e l d , 
F/O. R. W B o w h a y , R.C.A.F., No. 408 

(R.C.A.F.) Sqn.
F/O . B. L B r a d y , R.C.A.F., No. 424 (R.C.A.F.) 

Sqn.
F/O . D. S. B r o w n , R.C.A.F., No. 10 Sqn.
F/O . G. F. B u t t e r w i c k , R.C.A.F., No. 166 Sqn. 
F/O . W. R. C a m p b e l l , R.C.A.F., No. 405 

(R.C.A.F.) Sqn.
F/O . E. S. C h a m b e r s , R.C.A.F., No. 166 Sqn. 
F/O . P. J. C o r m i e r , R.C.A.F., No. 405 (R.C.A.F.) 

Sqn.
F/O. L. S. C r u i k s h a n k , R.C.A.F., No. 434 

(R.C.A.F.) Sqn.
F/O. W F. D ix, R.C.A.F., No. 405 (R.C.A.F.) 

Sqn.'
F/O. F . C. F a l l o n . R.C.A.F., No. 405 (R.C.A.F.) 

Sqn.
F/O. W. H. F ord, R.C.A.F., No. 166 Sqn.
F/O. G. L. G i l b e r t , R.C.A.F., No. 405 (R.C.A.F.) 

Sqn.
F/O. F. B. G o r d o n , R.C.A.F., No. 424 (R.C.A.F.) 

Sqn.
F/O. D. L. H a g a r , R.C.A.F., No. 431 (R.C.A.F.) 

Sqn. '
F/O. L. G. H a n l e y , R.C.A.F., No. 428 (R.C.A.F.) 

Sqn.
F/O. R. G. H a r v e y ,  R.C.A.F., No. 582 Sqn. 
F/O . M. I I a r v i e ,  R.C.A.F., No. 4 3 4  (R.C.A.F.) 

Sqn
F/O . J. A. H e m s l e y , R.C.A.F., No. 428 

(R.C.A.F.) Sqn.
F/O. W. C H e n d e r s o n , R.C.A.F., No. 432 

(R.C.A.F.) Sqn.
F/O. R. F. H u b l e y , R.C.A.F., No. 405 (R.C.A.F.) 

Sqn.
F/O. W. H u n k a , R.C.A.F., No. 428 (R.C.A.F.) 

Sqn.
F/O. P. F. H u n t , R.C.A.F., No. 405 (R.C.A.F.) 

Sqn.
F /O  J. M. J a c k m a n , R.C.A.F., No. 424 

(R .C A.F.) Sqn.
^/O. E. R J a c k s o n , R.C.A.F., No. 405 

(R.C.A.F.) Sqn.
F/O . R. E. J o h n s o n , R .C A .F., No, 408 

(R.C.A.F.) Sqn.
F/O . W. A. J o h n s o n , R.C.A.F., No. 102 Sqn. 
Act. F it. Lt. S C. J o s l i n g , R A.F.V.R., No. 195 

Sqn.
Act. Fit. Lt. D. J. L a n g l e y , D.F.M , R.A.F. V.R., 

No. 405 (R.C.A.F.) Sqn.
Act. Fit. L t.  J. T. L a n g r a n , R .A .F .V .R , No. 77 

Sqn.

ANY A IR PO R T IN A  STORM : The bricked-up main entrance hall of the 
Tempelhof airport, Berlin, which had been converted into a wing building shop for 
Fw. 190s. Two assembly lines were laid out in a subterranean passage beneath the

buildings.
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Act. Fit.. Lt. H. W. T h o m s o n , R.A.F V.R., No. 7 
Sqn.

F/O. N. II. A l t y , R.A.F.V.R., No. 49 Sqn.
F/O. W. B a l l , R.A.F.V.R., No. 57I Sqn.
F/O. C. F. B r y e r , R.A.F.V.R.. No. 170 Sqn.
F/O. J. G. Ca l v e r t , R.A.F.V.R., No. 640 Sqn. 
F/O. J. W. Ca n n o n , R.A.F.V.R., No. 49 Sqn.  
F/O. A. B. Co o k , R.A.F.V.R., No. 10 Sqn.
F/O. C. D. B u r t o n , R.A.F.V.R., No. 16 Sqn. 
F/O. U. G. J. H i g g s , R.A.F.V.R., No. 101 Sqn 

(since deceased).
Fit. Lt. II. K. H u g h e s , R.A.F.V.R„ No. 3 Sqn. 
Fit. Lt. A. T. K i r k , R .A .F , No. 140 Sqn.
Fit. Lt. A. II. J. S a m b i d g e ,  R.A.F. V.R., No. 83 

Sqn. (since deceased).
Fit. Lt. W. L. S a u n d e r s - K n o x -Go r e , R.A.F. V.R., 

No. 13 Sqn. (since deceased).
Fit. Lt. L. R. G. S m i t h ,  R.A.F.V.R., No. 80 Sqn 
Act. Fit. Lt. R. C r e a s e , R.A.F.V.R., No. 7 

Sqn. (since deceased).
F/O. F. C. H. J o h n s , R.A.F.V.R., N o. 5 1 5  Sqn.

(since deceased).
F/O. W. G. E. F. W a l t o n , B.E.M., R.A.F.V.R., 

No. 138 Sqn. (since deceased).
F/'O. F II. C W i i e a t c r o f t , R.A.F.V.R., No. 184 

Sqn.
Act. F/O. A. V. H. W a r d l e ,  R.A.F.V.R., No. 57 

Sqn. (since deceased).
P/O. H. W. Bacon, R.A.F.V.R., No. 7 Sqn.
P/O. W. C u r r i e , R.A.F.V.R., No. 7 Sqn. (since

d cC 6 3 fS 6 d  | .
P/O. G. W. D o p s o n , R.A.F.V.R., No. 80 Sqn. 
Fit: Lt. R. E. C h a r l t o n , D.F.M., R.A.F., No 

575 Sqn.
Fit. Lt. R. A. D a v i s , R.A.F V.R., No. 512 Sqn  
Fit, Lt. R. R. C. H y n e , R.A.A.F., No. 233 Sqn.  
Fit. Lt. P . W, S m i t h , R.A.F.V.R., No. 4 8  Sqn  
Fit. Lt. J . W i l l i a m s , A.F.C., R.A.F.V.R., No. 

512 Sqn.
F/O. F. J. A n d r e w s , R.C.A.F.. No. 437 Sqn. 
F/O. J. MacE. B y r n e s , R.C.A.F., No. 437 

(R.C.A.F.) Sqn.
F/O. F. A. P r i o r , R.A.F., No. 575 Sqn.
F/O. R. s. P u r k i s , R.C.A.F., No. 437 (R.C.A.F.) 

Sqn.
P/O. R. S. E. Verran, R.A.F.V.R., No. 80 Sqn. 
P/O. II. .T. Watkins, R.A.F.V.R., No. 625 Sqn.

(since deceased).
P/O. F. E. W h e e l e r , R.A.F.V.R., No. 174 Sqn. 
P/O. W . J . W i l l s h a w . R.A.F.V.R., No. 16 Sqn. 
P/O. T. W r i g h t , R.A.F.V.R., No. 101  Sqn. (since

d6C 6Si^G (l |
W/O. I). G r i m l e y , R.A.F.V.R., No. 49 Sqn.
W/O. R. II. Webb, R.A.F.V.R., No. 175 Sqn. 
F/O. J. E. Seary, No. 437 (R.C.A.F.) Sqn.
F/O. G. S. W r i g h t , R.A.F.V.R., No. 233 Sqn. 
P/O. N. A. E. M i l l s , R.A.F.V.R., No. 233 Son 
W/O. (now P/O.) H. F a r r a r , R.A.F., No 271 

Sqn.
W O. J. II. C o l t o n . R.A.F.V.R., No. 48 Sqn 
F O. P. .} S p e l l m a n , R.A.F.V.R., No. 182 Sqn.  
Act. Sqn. Ldr. P. A C l a r k e , R.A.F., No. 512 

Sqn
Act. San. Ldr. R. D. D a n i e l l , A.F.C., R.A.F., No. 

233 Sqn.
Act. Sqn. Ldr. J. T. R e e d , R.C.A.F., No. 437 

(R.C.A.F.) Sqn.
Fit. Lt. J .  W  A t k i n , R.A.F.V.R., No. 5 7 5  Sqn. 
Fit. Lt. A. W . B r o w n e , R.C.A.F., No. 550  Sqn. 
Fit. Lt. P. M. F o r s t e r , R.A.F.V.R., No. 112 Sqn. 
F O. B. B. G r a y ,  R.C.A.F., No. 428 (R.C.A.F.) 

Sqn.
('apt. A. M. C o o k e, S.A.A.F., No. 245 Sqn
F/O. G. F. R e e d ,  R.N.Z.A.F., No. 219 Sqn.
F/O. R. B r i c k e r ,  R.A.F.V.R.,  No. 219 Sqn.
F/O. II. L. J o n e s , R.C.A.F., No. 408 (R.C.A.F.) 

Sqn.
F/O. T. R. C. K e l l y , R.C.A.F., No. 428 

(R.C.A.F.) Sqn.
F/O. W. G. K i n g s t o n , R.C.A.F., No. 428 

(R.C.A.F.) Sqn.
F/O. G. R. K i r b y , R.C.A.F., No. 427 (R.C.A.F ) 

Sqn.
F/O. E. R. K n o x - L e e t , R.C.A.F., No 405 

(R.C.A.F.) Sqn.
F/O. L.  J.  L a v a l l e e , R.C.A.F., No 425 

(R.C.A.F.) Sqn.
F/O. W H. K. M a c d o n a l d , R.C.A.F., No. 420 

(R.C.A.F.) Sqn.
F / O .  D. McK. Ol d e r s h a w , R.C.A.F., No 408 

(R.C.A.F.) Sqn.

(Left) Badge of No. 820 Squadron, 
Naval Air Arm. (Motto not yet 
decided.) On a white field, over two 
bars wavy in base, a flying fish, blue. 
(Right) Badge of No. 898 Squadron, 

, Naval Air Arm. ‘ ‘ Far and W ide.” 
On a blue field, a sun in splendour, 
gold, charged with a flying fish, black.

R.A.F. TRAINING MISSION IN CHINA ; Valuable aid is being given to China by 
an R.A.F. Training Mission headed by Air Vice-Marshal W. F. MacNeece Foster, 
C.B., C.B.E., D.S.O., D.F.C. Left to right (back row): Wing Commander R. S. 
Allen, D.S.O., D.F.C. ; Group Captain E. A. Douglas Jones ; Dr. Shih, Secretary to 
the Governor of Szechwan Province ; Colonel Hu, Deputy Commandant of the 
Chinese Air Force Staff College ; Group Captain E. S. Burns, Deputy Head of the 
R.A.F. Training Mission ; Wing Commander A. C. Parnall and Fit. Lt. P. A. Long. 
(Front row) : Mrs. W ang : H.E. General Chang Chun, Governor of Szechwan 
Province ; Air Vice-Marshal W . F. MacNeece Foster, C.B., C.B.E., D.S.O., D.F.C., 
Head of the R.A.F. Training Mission ; Colonel S. M. Wang, Commandant of the

Chinese Air Force Staff College and Mrs. Shih.

F/O. J. E. J. P a g e , R.C.A.F., No. 425 (R.C.A.F.) 
Sqn.

F/O. G. L. S c o t t , R.C.A.F., No. 608 Sqn.
F/O. J.  R. T h a c k e r a y , R.C.A.F., No. 427 

(R.C.A.F.) Sqn.
F/O. R. C. W e b s t e r , R.C.A.F., No. 10 Sqn. 
F/O. C. D. F. W i l l i a m s , R.C.A.F., No. 419 

(R.C.A.F.) Sqn.
F/O. S. G. W r i g h t , R.C.A.F., No. 514 Sqn. 
Act. F/O. I. R e b i c k , R.C.A.F., No. 10 Sqn. 
P/O. W. R. C o r n e l l , R.C.A.F., No. 431 

(R.C.A.F.) Sqn.
P / O .  G. E. II u t t o n , R.C.A.F., No 4 2 5 -(R.C.A.F.) 

Sqn
P/O. L. J. J o d r e l l , R.C.A.F., No. 429 (R.C.A.F.) 

Sqn.
P/O. II. P. K u c z m a , R.C.A.F., No. 425 (R.C.A.F.) 

Sqn.
P/O. H. J.  P. L o c k e t t , R.C.A.F., No. 425 

(R.C.A.F.) Sqn. < •
P /O . H. M. B. M i l l w a r d , R.C.A.F., No. 427 

(R.C.A.F.) Sqn.
P/O. S. E. M o r r i s , R.C.A.F., No. 415 (R.C.A.F.) 

Sqn.
Act. Sqn. Ldr. J. D. R o b i n s , R.N.Z.A.F., No. 139 

Sqn.
Fit. Lt. J  L. D e  B e e r ,  R.N.Z.A.F., No 3 0 5  Sq n .  
Fit. Lt. J .  S h a w ,  R.N.Z.A.F., No. 571 Sq n .
Act. Fit. Lt. B. B e n n e t t s , R.N.Z.A.F., No. 153 

Sqn.
Act Fit. Lt. E. K i n g , R.N.Z.A.F., No. 170 Sqn.
Act. Fit. Lt. F. E. P r e b b l e , R.N.Z.A.F., No. 635 

Sqn.
Act. Fit. Lt. G II. T u r n e r , R.N.Z.A.F., No. 170 

Sqn.
P / O .  J .  F. L. R. P o i r i e r ,  R.C.A.F., No. 425 

(R.C.A.F.) Sqn.
P/O. G. S u p e r g i A ,  R.C.A.F., No. 431 (R.C.A F.) 

Sqn.
Fit. Lt. R B. T. F i e l d ,  R.C.A.F., No. 420 

(R.C.A.F.) Sqn.
Fit. Lt, T. J. M a c K i n n o n , R.C.A.F.., No 425 

(R.C.A.F.) Sqn.
Fit. Lt. W. A. T. W h i t e , R.C.A.F., No. 626 Sqn. 
Act. Fit. Lt. D. II. M a c K i r d y , R.C.A.F., No. 158 

Sqn.
Fit. Lt. M. R. B r e e d , R.N.Z.A.F., No. 109 Sqn. 
Fit. Lt. J. E. M o r t i m e r , R.N.Z.A.F., No. 485 

(R.N.Z.A.F.) Sqn.
Act. Fit. Lt. A. M u g g e r i d g e , R.N.Z.A.F., No. 

156 Sqn.
Act. Sqn. Ldr. W. C. T i m o n e y , R.A.F.O., No. 464 

(R.A.A.F.) Sqn.
Act. Sqn. Ldr. A. W. W a t s o n , R.A.F.V.R., No.

253 Sqn. (since deceased).
Fit. Lt. I. H.  F r y e r  (Lt., Royal Tank Regiment), 

R.A.F., No. 4 Sqn.
Fit. Lt. P. J. H o u g h t o n , R.A.F.V.R., No. 604 

Sqn.
Fit. Lt. L. J. L e p p a r d , R.A.F V.R., No. 604 Sqn. 
Act. Wing Cdr. J  D. R. F o r b e s , A.F.C., R.A.F., 

No. 77 Sqn.
Fit. Lt. R. F. A r c h a m b a u l t ,  R.C.A.F., No. 4 2 5  

(R.C.A.F.) Sqn.
Fit. Lt. C. B. B e n t o n ,  R.C.A.F., No. 4 2 6  

(R.C.A.F.) Sqn.

Fit. , Lt. A. C. D a v i e s , R.C.A.F., No. 4 2 6  
(R.C.A.F.) Sqn.

Fit. Lt. D . C. G o n y e a , R.C.A.F., No. 431  
(R.C.A.F.) Sqn.

Fit. Lt. B . M. K a p l a n s k y , R.C.A.F., No. 431  
(R.C.A.F.) Sqn.

F/O. D. R. B l a c k , R.C.A.F., No. 426  (R.C.A.F.) 
Sqn.

F/O. W. F. G r i f f i t h s , R.C.A.F., No. 4 1 5  
(R.C.A.F.) Sqn.

F/O. P. C. O ’Co n n o r , R.C.A.F., No. 4 2 6  
(R.C.A.F.) Sqn.

P/O. B . H . J e n s e n , R.C.A.F., No. 4 3 3  (R.C.A.F.) 
Sqn.

P/O. R. E. B a g n e l l , R.C.A.F., No. 4 2 0  
(R.C.A.F.) Sqn.

Act. F/O. J .  II. T. W o o d , R.N.Z.A.F., No. 7 5  
(N.Z.) Sqn.

Fit. Lt. L. W. D e n t o n , R.A.A.F., No. 4 6 0  
(R A.A.F.) Sqn.

Fit. Lt. R. C. H a l k y a r d , R.A.A.F., No. 7 Sqn. 
Fit. Lt. J. B  H a l l , R.A.A.F., No 46 3  (RA.A.F.) 

Sqn.
Fit. Lt. C. W. R o d g e r s , R.A.A.F., No. 6 3 0  Sqn, 
Wing Cdr. C. M. B l a c k , R.C.A.F., No. 426  

(R.C.A.F.) Sqn.
Act. Sqn. Ldr. J .  F. R o b e r t s , R.C.A.F., No. 4 0 5  

(R.C.A.F.) Sqn.
Fit .  Lt.  J .  R. L a p o r t e ,  R.C.A.F., No. 42 5  

(R.C.A.F.) Sqn.
Fit. Lt. D . E. S i l l e r s , R.C.A.F., No. 42 4  

(R.C.A.F.) Sqn.
Act. Fit. Lt. K. O. P o w e l l , R.C.A.F., No. 4 > j  

(R.C.A.F.) Sqn.
F/O. J .  A. B r a s s a r d , R.C.A.F., No. 42 5  

(R.C.A.F.) Sqn.
F/O. II. 11. Co w a n , R.C.A.F., No. 4 2 4  (R.C.A.F.) 

Sqn.
F/O. J .  L. M o u l d , R.C.A.F., No. 4 2 4  (R.C.A.F.) 

Sqn.
F/O. J .  O. S t e w a r t , R.C.A.F., No. 4 3 4  (R.C.A.F.) 

Sqn.
P/O. H . D. M i l l s o n , R.C.A.F., No. 433  

(R.C.A.F.) Sqn.
Fit. Lt. D. W. T a y l o r , R.A.A.F., No. 635  Sqn. 
Act. Fit. Lt. V. F. Ca g e , R.A.A.F., No. 15 Sqn. 
Act. Fit. Lt. P . E. Ca w t h o r n e , R.A.A.F.,  No. 635 

Sqn.
Act. Fit. Lt. J .  T. D o l l i s s o n , R.A.A.F., No. 15  

Sqn.
Act. Fit. Lt. R. O. G e o r g e , R.A.A.F., No. 582 

Sqn.
Act. Fit. Lt. K . GoI d i e , R.A.A.F., No. 149 Sqn.  
Act. Fit. Lt. D. D. M a c d o n a l d ,  R.A.A.F.
Act Fit. Lt. L. II. M a r r i o t t , R.A.A.F., No. 15  

Sqn.
F/O. R. CASSIE, R.A.A.F., No. 46 0  (R.A.A.F.) 

Sqn.
F/O. C. J .  Cox, R.A.A.F., No. 4 6 7  (R.A.A.F.) 

Sqn.
F/O. V. C. G r i m m e t t ,  R.A.A.F., No. 4 6 0  

(R.A.A.F.) Sqn.
F/O. G. H a n s e n , R.A.A.F., No. 77  *Sqn.
F/O. H . H e n d r i c k , R.A.A.F., No. 4 6 0  (R.A.A.F.) 

Sqn.
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Sqn. Ldr. R. Co w a n s , R.C.A.F , No. 426 
(R.C.A.F.) i Sqn

Sqn Ldr. J. P e n n i n g t o n , R.C.A.F , No. 405
’ .(R.C.A.F,) Sqn. :
F it. Lt. 0 . H. A u s t e n s o n , R.C.A.F , No. 420 

(R.C.A.F.) Sqn.
F it. Lt S. A. B a s c o m , R.C.A.F , No. 420 

(R.C.A.F.) Sqn.
Fit. Lt. C. S. B r a d y , R.C.A.F , N o. 4 3 4  (R.C.A.F.) 

Sqn.
F it. Lt. W. C. Ca m e r o n , R.C.A.F., No. 419 

(R.C.A.F.) Sqn, «r
Fit. Lt. A. L. D y c k , R.C.A-.F., No. 223 Sqn
Fit. Lt. R. J. F awcett, R.C.A.F., No. 429 

(R.C.A.F.) Sqn.
Fit. Lt. H. H. G o u c i iEy , R.C.A.F., No. 405 

(R.C.A.F.) Sqn.
F it. Lt. G. H. A. H a l c r o , R.C.A.F., No. 434 

(R.C.A.F.) Sqn.
Fit. Lt. H. S. H icken, R.C.A.F., No. 426 

(R.C.A.F.) Sqn.
F it. Lt. J. H . H o u s e r , R.C.A.F., No. 425 

(R.C.A.F.) Sqn.
Fit. Lt. C, G M i t c h e l l , R.C.A.F., No. 3S Sqn.

Distinguished Flying Medal
Fit. Sgt.  A. J .  B a t e , R.A.F.V.R., No. 12 Sqn.
Fit. Sgt. A. E. Camlin, R.A F.V.R., No. 7 Sqn.
Fit, Sgt. J. W. Ch e e t h a m , R.A.F.V.R., No. 640 

Sqn.
Fit. Sgt. S. P. Cl i f f o r d , R.A.F.V.R., No. 12 Sqn.
Fit. Sgt. S. J. H e n d e r s o n , R.A.F., No. 617 Sqn.
Fit, Sgt. D. H u t t o n , R .A .F .V .R . ( No. 93 Sqn.
Fit. Sgt. A. E x o n , R.A.F.V.R., No. 114 Sqn.
Fit. Sgt. O. F. P. N o r t o n , R.A.F.V.R., No. 114  

Sqn.
Pit. Sgt. C. H, C. A n t l e t t , R.A.F., No. 354 Sqn.
Fit. Sgt. K. E. G l o v e r , R.C.A.F., No. 635 Sqn.
Fit, Sgt. (now P / O . )  A. S B e a v i s , R.A.A.F., 

No. 6C8 Sqn.
Fit. Sgt. R. A. C a l d w e l l , R.A.A.F., No. 12 Sqn,
F it .  Sgt.  (now P /O .) B. S p e n c e r , R.A.A.F., No, 

626 Sqn
Fit. Sgt. (now P/O .) T. R o m a n c h u k , R.C.A.F., 

No. 403 (R.C.A.F.) Sqn
Fit Sgt. D. J N e l l i g a n , R.C.A.F. No. 428 

(R.C.A.F.) Sqn.
F it ,  S g t .  J .  W. F i s h e r , R  C.A.F., N o. 434.  

(R.C.A.F.) Sqn.
Fit. Sgt. J. W. G. H a m i l t o n , R.C.A.F., No. 626 

Sqn,
Fit. Sgt, D, S h u t k a , R.C.A.F., No, 408 (R.C.A.F.) 

Sqn.
Fit. Sgt. W J G. C o z e n s , R.C.A.F., No. 424 

(R.C.A.F.) Sqn.
Fit. Sgt. (now W /O.2) M. S J o w e t t , R.C.A.F., 

No. 431 (R.C.A F.) Sqn.
Fit. Sgt. D. E. G w y n n e -V a u g h a n , R,C.A.F., 

No. 431 (R.C.A.F ) Sqn.
F it .  Sgt. (now P/O  ), D. LeR P h i l l i p s , R.C.A.F., 

No. 166 Sqn.
Fit. Sg .̂ (now P/O.) F. G. K. S a u n d e r s , 

R.C.A.F., No. 431 (R.C.A.F.) Sqn.
Fit. Sgt. J P. R y a n , R.A.F.V.R., No. 51 Sqn.
Fit. Sgt. F. S t e b b i n g s , R.A.F.V.R., No. 9 Sqn.
Fit. Sgt J. T h o r n t o n , R.A.F.V.R., No. 625 Sqn.
Fit,. Sgt. T. T. T u r n b u l l , R.A.F.V.R., No. 619 

Sqn.
Fit. Sgt. J. R W h i t e h e a d , R.A.F.V.R., No. 97 

Sqn.
Fit. Sgt. F. W h i t f i e l d , R.A.F.V.R., No. 9 Sqn.
Fit. Sgt. R. R i c e , R.A.F. V.R., No. 608 Sqn.
Fit. Sgt. C. S a u n d e r s o n , R.A.F.V.R., No. 156 

Sqn.
Fit. Sgt. A. S i m p s o n , R.A F.V.R., No. 625 Sqn.
F i t ,  Sgt.  (now P / O . )  W. A. S t u a r t , R .A .F .V .R . ,  

N o. 7 Sqn.
F i t .  Sgt. (now  P/O .) C. S u t t o n , R.A.F.V.R., No.  

77 Sqn.
F i t .  Sgt. J S w i n d l e h u r s t , R.A.F.V.R., No. 514 

Sqn.
Fit. Sgt, F, J T e m p l e m a n , R.A.F V.R., No. 149 

Sqn.
Fit. Sgt. G. F. A. T ig a r , R.A.F.V.R., N o  153 

Sqn
Fit. Sgt. A. T r e a d w e l l , R.A.F.V.R., No. 51 Sqn.
Fit. Sgt G. E J .  T r e m b l i n g , R.A F.V.R., No. 51 

Sqn.
Fit. Sgt. (now P/O .) J II V a n  H o u t e n , 

Ii.A .F .V .R . No. 139 Sqn.
Fit Sgt L. A. W a l k e r , R.A.F.V.R., No 218 Sqn
Fit Sgt. (now P/O .) G. B. W a r d , R.A.F.V.R., No 

582 Sqn.
Fit. Sgt. J W a r d , R.A.F.V.R., No. 195 Sqn:
Fit. Sgt. G. A. W h e a t c r o f t , R.A.F.V.R., No. 571 

Sqn.
Fit. Sgt. L G. M o r r i s . R.A.F.V.R., No. 51 Sqn.
Fit. Sgt. T. Og d e n , R.A.F.V.R.. No. 35 Sqn.
Fit. Sgt. J. P a r k i n s o n , R.A.F.V.R., No. 635 Sqn
Fit. Sgt G. E. P a t t e r s o n , R.A.F.V.R., No. 635 

Sqn.
Fit. Sgt. J. L. P e e l , R.A.F.V.R., No. 153 Sqn.
Act. F it. Sgt. (now P/O .) G. W B e n n i n g t o n , 

R.A.F.V R.. No. 582 San.
Fit. Sgt. K. L. L e a n , R.A.A.F., No. 7 Sqn.
Fit. Sgt: A E. L o u d o n , R.A.A.F., No. 12 Sqn.
Fit. Sgt. G. C. N e w t o n , R.A.A.F.. No. 626 Sqn.
Sgt. P. B a t e s , R.A.F.V.R., No. 166 Sqn.
Sgt. (now P'O .) L. M C h r i s t i e , R.A.F.V.R., No. 

166 Sqn.
Fit Sgt. (now P/O .) D A. B o w e r , R.C.A.F., No 

158 Sqn.
Fit. Sgt. (now P/O.) J. E. G. M a r c i l , R.C.A.F., 

No. 425 (R.C.A.F.) Sqn.
Sgt. G. B i n n s , R.A.F.V.R., No. 35 Sqn.
Sgt. H. J. E r b e n , R.A.F.V.R., N o. 608 Sqn.
Sgt. J. D. G o l d w a t e r , R.A.F.V.R., No. 571 Sqn,
Sgt. C. H a r t , R.A.F.V.R.. No. 163 Sqn.
Sgt. S. E K a n k a , R.A.F.V.R., No. 405 (R.C.A.F.) 

Sqn.
Sgt. K . O M cC a l l u m , R .A .F .V .R . .  No. 77 Sqn.
Sgt, P. V. M e y e r , R.A.F.V.R., No 571 Sqn.
Sgt. J. W. M o r g a n , R.A.F.V.R., No. 622 Sqn.
Sgt. F  L W i l l i a m s , R.A.F.V.R., No. 7 Sqn.
Sgt, A T. W o o d , R.A.F.V.R., No. 692 Sqn.

F L I G H I

Pit. Sgt. G. B. Sm ith . R.C.A.F., No 405 
(R.C.A.F.) Sqn 

Fit. Sgt J II. T a y l o r , R .C .A .F , No. 415 
(R.C.A.F.L Sqn. ; .

Fit Sgt. R. E. Y o u n g , R.C.A.F., No.' ’ 432 
(R.C.A.F.) Sqn.

F it Sgt. J. T. H u f f m a n , R.C.A.F., No. 435 
. (R.C.A.F.) Sqn.
F it Sgt. F. L a z u k , R.C.A.F., No. 424 (R.C.A.F.) 

Sqn.
Fit. Sgt. F, J. P o r r i t t , R.A.F., No. 115 Sqn. 
Fit. Sgt. T. J, A. Raym ont, R .A.F.V.R., N o .-635 

Sqn.
Fit. Sgt. (now P/O.) G. M. T u l k , R.C.A.F., No. 

625 Sqn

Roll of Honour
»

Casualty Communique No. 530.

THE Air Ministry regrets to announce the fol­
lowing casualties on various dates. The next 

of kin have been informed. Casualties “ in action ’ 
are due to flying operations against the enemy; 
“ on active service *’ includes ground casualties 
due to enemy action, non-operational flying 
casualties, fatal accidents and natural deaths.

Of the names in this list 162 are second entries 
giving later information of casualties published 
in earlier lists

Royal Air Force
K i l l e d  i n  A c t i o n .—F/O . J. R. Brockbank; 

F/O . J. A. C. Chapman; Sgt. A . C. Davy; W/O. 
J. S. Ely; Sgt S. Shaw; Fit. Sgt. W. J. Sparkes.

P r e v i o u s l y  R e p o r t e d  M i s s i n g , B e l i e v e d  
K i l l e d  i n  A c t i o n , NOwr P r e s u m e d  K i l l e d  i n  
A c t i o n .—Sgt. D. V. Blaikie; Sgt. R . S. F. Horn; 
Sgt. R . E. G. Parnaby; Sgt. F. II. Shorter; F /O  
D. I. N. G. Sinclair; Sgt. H. T. Varcoe.

P reviously R eported Mis s in g , N ow P re­
sumed  K illed in  A ction.—F it. Lt. B. W, 
Andrew; Sgt. A. A. Ansell; Sgt. J. Atkinson; 
Sgt J Baldwin; Sgt. J. D. Barber; Sgt. K. V. 
Barnes; F/O . K. Bateman; Sgt. A- A. Beale; Sgt. 
H. Blarkie; Sgt L. II. Bozier; Sgt. R. W. Brett; 
Fit. Lt P. K Burley, D.F.C.; Fit- Lt. A. R. 
Cadman, D .F .M .; F/O . T. S. Calder; Sgt. W. J. 
Cheshire; F it. Lt. J. G. Cooke; F it. Sgt. R. V. 
Cooling; Sgt. F. W. Cousins; Sgt. R. F. Crowe; 
F/O . E. J Currie; F/O . I. R. M. Douglas-Pul- 
leyne; Sgt P. ’V. Drummond; F /O . C. S. Duncan; 
P/O . R. Dutton; Sgt. W Dutton; F /O . F. J. 
Dyer; F /O  G. J. E lliott; F /O . C. J. Ennis, 
D.F.C • Sgt- I Feldman; Sgt. W. J. Follows; 
P/O. P. II. French; Sgt, T. F. Frogley; F/O , F. 
Griffiths, D .F.C .; Sgt. J. P. Guy; Sgt. G. E. D. 
Hands; F/O , A. W. Hillyer; Fit. Sgt. C. R. 
Hitchcock; Sgt. W. I. Howitt; Sgt. H. W. Hughes; 
Sgt. J. R Irelind; Fit. Sgt. R. E. Jones; Sqn. 
Ldr. G. F. Lambert, D .F .C .; Sgt. R. M. Lane; 
Pit. Lt. H. A, Lightbody; Sgt. S. W. Ling; Fit. 
Lt. A. —S. McFadden; Sgt. R. Marshall; Fit. 
Lt. C. V. Mason; Sgt. P. E. Mitchell; S g t .J .  W. 
Randall; Fit. Sgt. R. G. Rivers; F it. Lt. F. D. 
Round, D.F.M .; Fit. Lt. D. H. Rowlands. D.F.C.; 
Fit. Sgt. - M. W. B. Steele: Fit. Sgt. D. F. Stunt; 
Fit. Lt. E. A. Taylor; Sgt. M. J Taylor; Sgt. 
F A G .  Thomas; Sgt. R. Thompson; Fit. Lt, 
R. D. Trevor-Roper, D.F.C., D.F.M.; F it. Sgt. 
K. J. Turley; Fit. Sgt. G. W. Wheeler; Sgt, J. R. 
Williams: F it. Sgt. J. R. Wood; Fit. Sgt. J. L. 
Wright; P/O . S. P. Wright.

P r e v i o u s l y  R e p o r t e d  M i s s i n g , B e l i e v e d  
K i l l e d  i n  A c t i o n , N o w  R e p o r t e d  K i l l e d  i n  
A c t i o n .—Fit. Sgt. J. Darlington.

P r e v i o u s l y  R e p o r t e d  M i s s i n g , N o w  R e­
p o r t e d  K i l l e d  i n  A c t i o n .—F/O . M. P .  
Frobisher; F /O . R . F. Hudson.

W o u n d e d  or  I n j u r e d  i n  A c t i o n .—Fit. Sgt.
A. E. Camlin.

D i e d  o f  W o u n d s  or  I n j u r i e s  R e c e i v e d  i n  
A c t i o n .—F/O . W. S. Parker, D.F.C.

M i s s i n g , B e l i e v e d  K i l l e d  i n  A c t i o n .—F/O. 
J. M. Hartman; W /O. I. R. II. Iago; F /O . I. J. 
MacGregor.

M i s s i n g .—Sgt. W. Bean; Fit. Lt. D. Belot; 
Sgt. J. T. Breeze; F it. Sgt. II. H. Briggs; Sgt. 
R , S. Brown: Fit, Sgt, E J Budd; Sgt. W. L. 
Burbridge; Sgt. C. F. P: Burridge; Sgt. H. 
Burrows; Sgt. A. S. .B u r t;  F it. Sgt. D. W. 
Clark; Sgt. W. L. Clark; F/O . IT. Coburn; 
Sgt T. Cooney; Sgt. J. Corbett; Fit, 
Sgt P. Cotton; F it Lt, W. T. Cox; F/O . J. 
Crawford; Fit. Sgt. C. Daintith; Sgt. A. T. 
Dixon; Sgt. W Drysdale; Sgt. W. H. Edge; Sgt.
F. G. Edwards; Wing Cdr. H. W. Eliot, D.S.O.,
D.F.C.; F /O . F. W. Elliott; Sgt. P. J. F. Escott; 
Sgt. K. J. Etherington; Fit, Sgt, S. F. Giles; Fit. 
Sgt. F. W. Gran't; P /O . J. A, Green; F /O . P. I. 
Green; Fit. Sgt. F. C. Gubbins; Sgt. W. Haile; 
Sgt. E. Haines; F it. Sgt. F. H. J. Harris; Sgt. 
R. E. Havward; Sqn. Ldr. M. R, H ill; F /O . R. C. 
Hill; F/O . E. F. Hook; P /O . P. H unt; F /O  
J. A. Hurlev: F it. Sgt. C. G Jerram; W /O  
P. M A Johnston; Sgt. J. E. Kitchen; Fit. 
Sgt. T. F. K vle; Fit. Lt. G. E. McBride: P/O .
E. J. F. McCarthy; F it Lt. R. D. MacKenzie; 
Sgt. J. P. Maguire: Fit. Sgt. A. Matthews; Fit. 
Sgt. F. E. Mayer; Sgt. J. F. A. Mooney; Sgt. D. 
Morris; F/O. G. Morris; Fit. Sgt. G. P. Morris; 
Sgt. A. J. E. Morton; F it. Sat. J. Newby; Sgt.
D. Nicholl; Fit. Lt. M. R. Norem; Wing Cdr. 
V. R. Oats- F it. Sgt. F. W. Peace; Sgt. H. 
Peach; P /O  W. G. Pearce; Sgt. W. M. Phill- 
potts; Sgt. II. R. Piper; F/O. G. Pond; F /O . P. 
Radford; W /O A. F. Richardson-Jones; Sgt. A. 
Robinson; Sgt. H. D. R utt; Sgt. W. Seeckts; Sgt. 
L. H. Shairl-Gosling; F/O . L. G. Sleven; Sgt. 
J. T. Smith; Sgt. N. E, Smith; W/O. B. E. D. 
Snowden; Fit. Sgt. R. E. C. Spall; F it. Lt. W. G. 
Steele; Sgt. E. M. Stoves; Sgt. W. Summers; Fit, 
Lt. F. G. Sutton; Fit. Sgt. G. L V. Tabor; F/O .
B. E. Tallermm; F/O . G. L. Taylor; Fit. Sgt. R 
Taylor; Sgt. E. C. M. Trott; Sgt, E. J. Turner:
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Wing Cdr. G. W-atson, D.F.M.; F it. Sgt. S. W 
Wentworth; Sgt;- K. E White; F it. Sgt. J. A. 
Wright; Sgt. J'f Young.

M i s s i n g , B e i i e v e d  K il l e d  on  A c t i v e  S e r ­
v i c e .—Sg t .  F. Gill.

K i l l e d  o n  A c t i v e  S e r v ic e .—Fit. Lt. B. C. 
Brooker,  ̂ D .F.C .; Sgt. J. A. Buchanan; W/O. 
R. W. Crack; F /O . I. W. Crossley; Fit. Lt. A. C. 
Uiemer; o.A /C . E. Handley; Sgt. J. W. Hayes; 
Fit. Sgt. D. W K id d ;  Fit. Sgt. E. C. P. langley;  
Fit. Sgt. A. E Leach; vV/O. L. Ligner; Fit. Lt. 
K. Lock, Fit. Lt. R. Martin: Fit. Sgt. A. J. 
Nunn; W /O .S . Oldfield; F/O . A. K. McG. Paton; 
F/O . K L. P ile; Fit. Lt. J. Robertson, D.F.M.; 
F/O . C. A Robson; Fit, Lt. A. MacK. Stewart; 
Fit. Sgt. R. B. Stewart.

P r e v i o u s l y  R e p o r t e d  M i s s i n g , N ow P r e ­
s u m e d  K i l l e d  on  A c t i v e  S e r v i c e .—Sgt A. A. 
M arrow ; S g t  R . H . T ow n s  

W o u n d e d  or  I n j u r e d  on  A c t i v e  S e r v ic e .— 
L.A/C. G. Armitage; Cp]. J. W. White.

D i e d  on  A c t i v e  S e r v i c e .—F it .  Sgt. A. W 
A r u n d e l;  F i t .  S g t  J. B arb ou r;  L.A/C. G. II. D. 
Grimwood; L .A/C J Wicks; Opl L. \Voodford.

Royal Australian Air Force
P r e v i o u s l y  R e p o r t e d  M i s s i n g , B e l i e v e d  

K il l e d  i n  A c t i o n , N o w  P r e s u m e d  K i l l e d  in  
A c t i o n .—F it. Sgt.  P. T. Cameron; P/O . E T. 
Lynch; P / O .  W. R . H . M oulden .

P r e v i o u s l y  R e p o r t e d  M i s s i n g , N ow  P re­
s u m e d  K i l l e d  i n  A c t i o n .—P/O . A . J. Collins; 
W/O. G. E. Doggett; Fit. Sgt. R. T. Gill; F/O. 
L. A. Gream; F /O . O. L. I. H o w a rd ;  Fit. Sgt. 
G A . Johnston; F/O . W. II. Lees; Fit. Sgt. 
D. R. M o la n ; W/O. N . A. Royal; F/O . J. H. 
Smith; Fit. Sgt. R. S. Smith; P / O  M. D. 
W cltson

M i s s i n g .—F/O . I. S Baudinette; Fit. Sgt. T. T. 
Clarke; F/O . C. Denle/; Sqn Ldr. J. C. Holmes; 
F/O . D. G. Hudspeth; Fit. Sgt. A. E. .London; 
W/O. E. O. T. Mavne; Fit.. Lt. T. E. V. Morgan,
D.F.M.; Fit. Sgt. II. J. Poiter; Fit. Lt. B. M. 
Williams; W/O. A. E. Wood.

Royal Canadian Air Force
P r e v i o u s l y  R e p o r t e d  M i s s i n g , B e l ie v e d  

K i l l e d  i n  A c t i o n , N o w  P r e s u m e d  K i l l e d  in  
A c t i o n .—F/O . B. W. Clarke; F /O  C. B. Cchen; 
F/O . J. W. II.' Conway; P / O  H. J. Kennedy; 
Fit. Sgt. 1. D. Mac Vicar, F /O . E. J. Mann; 
P/O . T. B. Owen; P /O . R . W Robinson.

P r e v i o u s l y  R e p o r t e d  M i s s i n g , N o w  P r e­
s u m e d  K i l l e d  i n  A c t i o n .—F/O . J. K . A rm ­
strong; F /O . R . H. Bannnihr; P /O . H. J. Barron6; 
P/O . J . A . Bergeron; W/O. J. D. Blane; P/O. 
P . H. Brittain; Fit. Lt. . R. R. Burgess; P/O. 
R. G. Carter; P/O . E. A . W. Dawson; P /O . P. B. 
Eagles; P /O . T. H. .Elliott; P/O . W. Fernyliough; 
P/O . I. MacK. Hamilton; F/Q^ ,G. J. Huddart; 
Fit. Sgt. A. J. Jackson; P /O . K . A. Jeffery; P/O .
G. C. Krahn; P /O . G. A. Lewis; Sgt. J. A. 
Logan; W /O. L. A. R. Lowe; F /O . M. J. 
McDonald; P /O . R. McEwan; F/O . A. E. May; 
Fit. Sgt. P. L. Mitchell; F/Q . J. H. Morrison; 
Sgt. H. J. Mouland; P /O . J. V. Musser; FyO. T. 
Negrlch; F /O . M. R. Oliver; F /O . J. F . Potter; 
P/O . J. R. Power; P/O . K. E. Rhodes; P/O.
C. N. Samson; P /O . D. K. Schroder; P/O . D. L. 
Sehlin; P /O . J. E. Shuster; F/O . J. A. Spearin; 
Fit. Sgt. M. H. Stoner; P/O . S. J. Swartz;. P/O. 
A. E. C. Thomas; P/O . E. G. Todd; F/O . R. G. 
Viau.

M i s s i n g .— F/O . A. J. Beck; W/O. A. F. Dales; 
F/O.  H. R. Dart; W/O. J. A. Dickson; Sgt. W. S. 
Dickson; F it. Sgt. W. J. Doherty; F/O . M. N. 
Firth; Fit. Sgt. O. Harding- F it. Lt. D. W. Hill; 
P/O . L. E. Hoffman; Fit. Sgt. R. E. Kearney; 
P/O . J. W. Kopp; Fit. Lt. C. H. Living; F it. Sgt. 
K. C. McKeown; F /O . W. P. M aloney; Fit. Sgt.
H. A. Neal; W/O. F. E -Newman; Fit. Sgt. F. H. 
Paterson; F/O. W. N. Patterson; F/O. C. J. P. 
Ramsey; F/O. J. A. Russell; F/O. G. II. P. Shep­
hard; F it. Sgt. R. J. Simpson; F /O . S. A. Ta'fler; 
P/O . B. S. Thompson.

P r e v i o u s l y  R e p o r t e d  M i s s i n g , N o w  P r e ­
s u m e d  K i l l e d  on  A c t i v e  S e r v i c e .—F / O .  R . W 
M u rray;  P/O . II. E. S im m ons.

Royal New Zealand Air Force
P r e v i o u s l y  R e p o r t e d  M i s s i n g , N o w  P r e ­

s u m e d  K i l l e d  i n  A c t i o n .—Fit. Sgt. G. E. J 
Gardner; F it. Sgt. E. G. Houghton.

M i s s i n g .—F/O . K. Jackson; F/O . E. P. Smith.

South African Air Force
P r e v i o u s l y  R e p o r t e d  M i s s i n g , B e l i e v e d  

K i l l e d  i n  A c t i o n , N o w  P r e s u m e d  K i l l e d  i n  
A c t i o n .—Lt. R . E. Chaplin; Fit. Sgt. P.' J. 
Joubery; Lt. G. P . Kriel; W/O. W. J. Layed; Sgt. 
R. W. Martin; 2nd Lt. H. Rowson.

P r e v i o u s l y  R e p o r t e d  M i s s i n g , ' N ow P r e ­
s u m e d  K i l l e d  i n  A c t i o n .— Lt. B. D. Classen; 
2nd Lt. C. J. B. Haggett; F it. Sgt. I. E. Hum- 
pries; 2nd Lt. R. E. Ireston; 2nd Lt. A. E. 
L allyett;. Lt. A . M. Milbee; Lt. D. Smith; Lt.
E. J, Thornhill-Cook; Fit. Sgt. E. Viveros; Lt. 
L. C. Wessels.

M i s s i n g , B e l i e v e d  K i l l e d  i n  A c t i o n .—2nd  
Lt. J. C. P^ott. ,

M i s s i n g .—D. K. Austin; W/O. H. T. Benn; 
W/O. R. .T. Fan 11; Lt. A  I. G. Holmer; Lt. P. A. 
Klapper; Lt. W. S. Parker; 2nd Lt. M. F. Reim; 
Lt. I. A . T. Steele; W /O. S. R. E. Wicht.

K i l l e d  on A c t i v -’ S e r v i c e .—L t. M. F. T  
Mainwaring; Air Mech. II. T. Ware.

OFFICIAL CORRECTION.
Casualty Communique No. 5 01 .

It is regretted that F /O . H. Ross was errone­
ously shown as M i s s i n g . His name should, have 
appeared under the heading K i l l e d  i n  A c t i o n .


