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MONDAY s the fiftieth an-
niversary of the birth of Imperial
Airways, the forerunner of
BOAC and BEA.

This soavenir eight-page Im-

Eerhl Ajrways Bulletin tells

ow the airline lived up o its
name and built an empire in the
sky. 2

The story is told through the
eyes of three of the pioneers —
Sir Keith Granville, Deputy
Chairman of British Airways,
Charles Abell; Engineering
Dircctor of Overseas Division,
and fan Scott-Hill, Director of
British Alrways — Channel.

Imperial Alrways was formed
on April 1, 1924, by the merger
of The Daimler Airway, British
Mar Alr Navigati The
Instone Air Line Ltd, and
Handley Page Transport Lid.

The first flight got off the
ground on April 26.

Today is also a sad day
becanse some of the old “Imp
Club’* men will be leaving. One Is
Phil May, Overseas Division's
longest-serving employee. He
joined 46 years ago.

He remembers vividly the time
he flew in an open cockpit with
the legendary Captain O P Jones
— and how he was handed a
leather to clean the outside of the
windscreen before they started
the descent.

We would like to thank all
those veterans who sent us

The ““City of Glasgow’' brings the Princa of Wales (who became King Edward VIll) and Prince George (lat

tha Duke of Kent) to Windsor Great Park from Paris in 1931, Prince Edward is second from the left below.
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Birth of an empire

Phil May . . . the longest serving
member of British Airways
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Only space prevented us from
using much more — TREVOR
NASH

A ticket for Imperial Airways’ first
flight on April 26, 1924. Daimler
tickets were still used.

Breakfast in bad for the passengers.
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Together: Abell and De Havilland 86.

- Hustle on Croydon night shift

7495
achieved an average of seven

THE fifty years that have
passed since Imperial Air-
ways was set up, have covered
a fasecinating story of the
development of aeroplanes
from machines made of fabric
and wood, with open cock-
pits, struggling to reach 80
miles an hour, up to the
present supersonic age.

A man who has lived with
these aeroplanes through the

past 40 years it Charles Abell,
I e —
" Division, who retires, n Sunday,

Here BILL MACKLIN reports
o the growth of the aeraplane —
and Charfes Abell's part of it.

Not many people remember it
now, the night shift at Croydon.
That was where all the work was
done, in the twenties and thirties,
to  keep those lumbering
machines of Imperial Airways
ready for the next day’s work.

Every night was a fight to have
the aireraft fit and ready to fly by
morning, overcoming snags and
breakdowns of a frequency quite
unknown today. But it was a fine
training ground and some of the
best geronautical engineers in
aviation today learned their skills
the hard way on the night shift at
Croydon.

One such was Charles Abell. A
youngster of 24, he joined the
night shift as a mechanic and
worked at first on the three-
engined Argosy, repairing the
damage caused as they shed their
push-rods all the way across the
Channel.

Now, 40 years and a few
promotions later, Charles Abell
refires this monthas Engineering
Director and a member of the
Board of BOAC.

Bumpy

When , he ‘started on  the
Arposies, in 1934, they were
already on their way out. And on
the ‘way in, from the De
Havilland factory, was the DHS86.

Imperial Airways operated
some of them on behalf of
Railway Air Services, a con-
sortium of railway interests, and
Charles Abell, after 4 course at
the factory, found himself
working on DH86s.

He recalls the'inangural of the
Renfrew, lsle of Man, Liverpool,
London seryice. rather different
from. today's jet-smooth affairs.
The directors were on board in
foree, but the weather had no
respect for their dignity.

The aircraft was barely able to
get into the Isle of Man, one of
the directors lost his top-hat
through the roof escape hatch,
and they all gave up at Liverpool

Togetherness: Maintenance staff with Connie 049,

and finished their *“flight’" by
train.

Another type of that time,
remembered by Charles -if not
with dffection then certainly with
amusement, was Seylla  and
Syrinx.

He said: *'1 believe we had had
an argument with Handley Page.
We wanted some more big
aireraft but wouldn’t have them
from HPs, so we asked Shorts
and they built us a big box body
antd wheels on the wings of their
m: = Uit

ey were ﬁgam{'\' maoti-
sters, and one day one of our
captains — 1 hbelieve it was
Wilcockson — turned one over
on its back and wrecked it. His
colleagues presented him with a
shield engraved ‘for services to
aviation'.”

L]
Hectic

After several months of pretty
basic engineering, Charles was
posted to Karachi to work on
the Atalantas with Serval
engines that operated the secfors
of the route to Austrafia between
Karachi and Singapore.

From Singapore  Qanfas
operated to Sydney with DH 86s,
while in the other direction,
HP42s operated (as far “as
Alexandria,

But business got hectie at peak
times, particularly - before
Christmas when_the mail load
was heavy. and the HP42s could
not cope aloni,

So Atalantas went on as far as
Sharjah and/if, as sometimes
happened, Qantas|had trouble,
then they |flew the outward
journey too, through to Darwin.

Charles said: “We used 1o
catch sight of our aireraft for just
a‘few mimites as they passed
through.”

Maintenance work was carried
out - in" the enormous hangar
which had been built at Karachi
to house airships of the R100

class that were intended to
operate between Britain  and
India,

After the fearful crash of R101
on its maiden flight to India,
airships  were  withdrawn,  So
large was this hangar, Charles
remembers. that when on one
oceasion an HP42 caught fire
and was burnt out while nside
the building and the flames did

not even reach as far as the walls
or roof.
After three years in India,

Charles Abell was posted back to
Hythe to become an inspector,
working on C Class flving boats
which had been coming off the
production line for aboui a year.
Those were days of ambitious
development. Mercury and Maia,
the flying boat with a lighter sea-

plane launched from its back in
flight, were undergoing their
trials. During this time, Mercury,
the upper ¢component, made its
record-breaking attempt, flying
from Scotland almost to
Capetown. Long-distance flig
on the Atlantic, too, were being
developed. \
With the outbreak of war,
Charles was sent to America as
inspector in charge of the unit
that was to operate the newest
and biggest uddition to'lmperial

e ppting Hese—giy-

He set abouf working out the
maintenance rians and in-
spection schedules and generally
setting the standards for the
operation of these new machines.

He said: “They were more
sophisticated, particularly in
their  electrical  systems, than
anything we had ever had before.
But we had awful trouble with
the engines —Wright Cyclones.

“We never seemed to be able
to get them to work properly, and
later they built these same
troubles into the Cyclones in the
Connies we flew after the war.”

But these flying boats had one
big advantage. Their wings were
so deep that the flight engineer
could reach the engines from
inside the wing, stop the engine,
rectify a fault and re-start — all
in flight.

The aircraft was at a marked
disadvantage when being turned
slowly, for it had no wing-tip
floats, only stubby sponsons
projecting from the hull. And
with any cross-wind it was liable
to dip a wing-tip.

When the wing dipped. of
course. it took in a lot of water.
And when the aireraft righted
itself, this water poured back
inside the wing and emptied
itself. all over the first-class
dining saloon. ‘It made a hell of
amess”, Charles recalled.

Connies

The boats were based at
Baltimore under Captain Kelly
Rogers. When he moved to
Montreal, Charles Abell was put
in charge -at Baltimore,
managing both engineering and
operations.

The war was now nearing its
end and in 1946 BOAC — as
Imperial Airways had by now
become — ordered five Con-
stellation (M9s. In readiness for
the operation, the Baltimore base
was moved up to Montreal,

The Caonnies. were BOAC's
first pressurised aircraft, and
there were problems. Charles
said: “We had endless trouble
with the compressor drive shafts
but we modified them in the end.

All together now: B314 is hauled from water on its beaching trolley.

accidents o other operators’
aireraft, we' got gquickly into

operation, e
“Then we had engine troubles
— vearburettor fires — and

eventually we modified them to
do awity with the carbs and have
direct fuel injection.”

When Captain Kelly Rogers
moved to Aer Lingus, Charles
Abell was made manager of the

nit, now called No 3 Line. He
;m the first and, so far, the only

‘engineer to be put in charge of
g%hﬁﬁg:ﬁgjuﬁn@& and ﬁ:shf

He held the appointment until
1951, when a centralisation of
the organisation of the airline
put him in charge of the whole
engineering and  maintenance
function for BOAC,

With the Connies in operation,
BOAC was now looking at its
next transatlantic machine, the
Boeing Stratocruiser,of which six
were on order. But before they
could be delivered, No 3 Line
Montreal was ordered briskly
back to England in a bid to save
the dollar drain of that period.

Difficult

To find suitable hangarage
was  extremely difficult, but
eventually Charles Abell and his
staff settled down in a rented bay
of the Brabazon hangar at
Filton, Bristol. and waited for
their first Strat to arrive.

Almost simultaneously with
them came a fleet of five Connie
749, improved version of the
earlier ones, purchased from Aer
Lingus when they decided not to
go on with their proposed
Atlantic services, These Connies
were put on the Australian route
where they did sterling service.

Maintenance and economics,
meanwhile, were getting more

sophisticated and the
hours a day’ year round. a
remarkabie achievement for that
time.

In 1951, BOAC set up its
centralised system of control with
one man in charge of operations
— Deputy Operations. Director
{Dperations), Captain Jackie
Harrington — and one man in
charge of enginecring, DODIE),
Charles Abell.

Technical Block A was being
builtat that time and the minor
malfitedande of J Line 4t Filton
was carried out at London
Airport, in hangars 2, 3 and 4,
Three Line were celebrating their
suceess at @ dance when one of
the hangars caught fire and was
burmnt out. The dance ended
abruptly and planning started to
overcame the loss of valuable
equipment and spares.

Charles Abell then became
imvolved with the procurement,
development and introduction
into service of two prominent
British aireraft, the Britannia
and the Comet.

The Comet deserves a story to
itself, but most people know of
its triumphant operation as the
world’s first jetliner. followed by
the tragic accidents caused by
hitherto-unsuspected fatigue, its
re-design and re-building as the,
Comet 4 and its successful
subsequent career.

The Britannia too, was an
aireraft beset by technical
troubles and so delayed that its
useful commercial life was not as
long as it might have been.

Charles said:""The first air-
craft I was really involved in from
scratch — specificatic con-
tract, the lot — was the 707.

“The lessons we had learned
from the Comet were extremely
valuable, and not the least of

e L]
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experience.”

these was the fuel situatios
Kerosene fuel used to solidify i
the tanks and freeze at the filtes
in low temperatures and Boeing
said wewould have to use a mor
volatile fuel — a JP4 equivalent,
“But Shell had worked with u
and had produced a kerosen
with a —50 degree freexin
point, We demonstrated that thi
kerosene could be used and afte
many battles we pot our waj
That's how JPL started —
valuable fall-out from Come

Concorde

Since then Charles has bee
involyed  with the VCI0, th
Boeing 747, the Lockheed 10-1
and, of course, Concorde,

He said: “l think SST |
inevitable but 1 do not thin
anyone yet knows how to do
properly. Concorde will opera
but it makes a lot of noise and |
not sofficiently economic
particularly with the cost of fu
today.” _

What, looking back, does M
Abell regard as the mos
significant changes in 10 years

First, the enormous techmice
developments on all fronts of th
aviation industry in one- lifetim
— faster than any other ir
dustrial development.

The price to the customer ha
been held down,

The working life of aircraft ha
been enormously increased.

Methods of maintenance an
reliability of aircraft have bee
improved out of all recognition.

The number of aircraft flyiny
hours per day has been nearl
doubled compared with piston
engined machimes.

Which is not a bad record o
achievement for one workin
lifetime.

5 4 i ! 2 The Young Ones: Ross Stainton (left) probably when Manager North America; Dennis Peacock, later Flight
Despite a grounding following  Operations Director; and Charles Abell.



I started with a

bowler which had £

a red silk lining

VIVIDLY I remember the
day I went to get a job with
Imperial Airways. It was in
1928 and I'd bought a bowler
hat — my first bowler. 1 can
remember waiting outside a
room in the London Office for
a very long time in a cold
sweat looking at the lovely
silk lining of this bowler hat.
It was a very nice shade of
red.

1 kept that hat for years and
vears and very often later —
some twenty odd years later — 1
would carry it in my hand on
those delightful occusions when
one had to be present for royalty
leaying or arriving on our
aeroplanes.

How did 1 come to be outside
that room? | was about to leave
school, Tonbridge, and up to
that point my career was going to
be the army and 1 was due to
take my entrance examinations
at Sandhurst in the autumn.

Fortunately for me, a lecturer
from the then Air Ministry, Wing
Commander Blake, came fo
Tonbridge and talked about the
future of air transport in the
British Empire, He portrayed
maps of the world showing how
these air routes were likely to
develop and, of course, there
were none at that time.

The only air routes én the

ere were in Europe
f?gg‘éﬁnsﬂ@ . Paris, Basle,
Zurich and Brussels and
Cologne. A very trivial network
but an important start.

An impressive lecture, showing
possibilities of playing some part
in seeing the world and helping
air transport to develop. | had a
contact to the Chief Engineer of
Imperial Afrways at Croydon,
*Daddy™ Hall, and he was good
enough to see me. 1 was then a
ripe 18 years of age.

In a room in a hangar at
Croydon, he said: “Well, if you
want to be an engineer this is the
place to come to, Do you want to
be an engineer?" | said: “No, not
likely.”

He was rather shaken by this
but being very kind, he said:
“Well, tell me what you want to
do,” said: "l don't know
enough about life to tefl you, but
I certainly don't want to be
technical because 1 don't think
that's my bent — but if there's
anything on the commercial or
administrative side or you want
somebody to manage the airline,
I'm the chap.”

He took this well and passed
me on to Dennis Handover, the
Imperial  Airways  Traffic
Managerin London.

1 went to see him. Although
the wait outside his room seemed
endless the timing was absolugely
right from my point of view
because they were epnsidering
how they could take some young
men in to train them ‘in the
business to provide management
for the future. They had decided
to take two people and they had a
number of applicants.

Needless to say, he could not
give me ansamswer of the spot.
As 1 was uncertain whether 1
would get into Imperial Airways
or not I looked around elsewhere
for jobis and I contacted ICL

There seemed to be & very
attractive possibility of a job,
Fnrticuluriy when they knew that
'd been makiog a lot of runs at
cricket, but fnally I think I was

By Sir Keith
Granville

turned down probably because
although | was quite a good bat
they were badly in need of a slow
left-hand bowler, which 1 was

not,

Then 1 heard from Imperial
Airways. The two suecessful
applicants were John Brancker
and myself and if 1 remember
rightly we were not originally
intended to be taken on as
employees but as articled ap-
prentices. In other words our
parents would have had to pay
indenture money, 1 think it's
called, of say £500 a year for the

ivilege of working there and
cing trained.

Fortunately for everyone, this
policy was abandoned before 1
joined and so [ went on the
payroll immediately at ten
shillings a week.

Looking back on it, of course,
it was really quite laughable to
think that one was going to get a
training from these absolutely
marvellous people who  were
running the airline. They were
learning themselves through
working and experience.

They had nothing on which to
basé the principles of
management of an girling and we
all picked up our knowledge as
we went along.

I've been in the airline
business for 45 years and have
never been on a formal course of
instruction. anywhere;, at amy
time, and now I never shall.

However, the éxperiment of
the trainee system with John
Brancker and myself could not
have been a complete failure

later it was d d on
amuch larger scale and there are
many people still serving in
British ‘Alrways who were
ariginal Imperial | Airways
trainees. Those trainees dine

once @ year together and are
usually fortunate to collect some
interesting guests from the
aviation world whose
ualification has always to be
that they have contributed
greatly to the success of the

industry.
The head office and the
terminal in London were at

Airways House, Charles Street.
just off Haymarket, Buses ran to
Croydon, taking about 20
minutes 1 think in those days,
and a very busy place it was. The
main hall, just like any other air
terminal now but smaller, had a
reservation office or a booking
office down in the basement.
Half a dozen telephones and a
direct line to Cooks.

Our managing director,
George Woods Humphery, and
the very few top executives of the
airline were up on the first floor
except those, such as the chief
engineer and the air superin-
tendent, who were down at
Croydon with the technical men.

Sir Eric Geddes, the Chair-
man, was housed in his own

offices over at Dunlop of which /

company he had been chairman
for seme time. He
famous Geddes of the Geddes
Axe, so famed for his govern-
ment work after the 1914-18 war.

After 1'd been, with Imperial
Airways for just a few weeks, 1
was attachetl to the deputy
managing director, Mr. Hatold
Burchall, at Airways Ferminal.

There was no suitable place for
me tosit so 1 was put into the
board room and had the board
table as my deski What 1 was
suppased to do I'm not sure, but
1 remember drawing charts of
aircraft movements and  also
reading reports that came in
from (verseas managers.

That board table moved
arpund the company over mamy
years and was at one time, |
belieye, down at Filton with our
engineering base when Charles
Abell was manager. About twelve
or fifteen years ago 1 acquired it
for my own use as a desk and it
has remained so until today. Not
a very big table but it really has
quite a history.

The services which we were
operating ran to a very high load
factor in those days, something
like 71 per cent, but everybody's
attention was really on what was

was  the' 30, India }

Ticket, sir? This was the air terminal near Victoria station in the late thirties.
think that all the vouchers that 1
made out were ever capable of
being checked by the finance
department or whoever the
ple were who were supposed

going to hippen next. The route
been planned. Part
of the route had been operated
under experimental conditions
between Cairo and Basra and in
Mareh, 1929, the first London to
India air service was started.

S I really was the beginning of a

wreat development in air tran-
sport. probably the greatest in
the world. If | remember it right,
1 had a hand in weighing the
passengers and their baggage at
departure time at the terminal.
Even more clearly do | remember
that with the aid of two or three
other people the tickets were
wriften out.

Tickets in those days were not
simple documents as today.
There was a ticket for every
sector of the journey and a
voucher for every meal or cup of
tea or hotel accommodation that
a passenger was likely to have.

On the London to India route,
the maximum range of any flight
was about 250 miles so you can
imagine the number of ticket
segments that had to be made
out and the number of meal
vouchers, night accommodation
vouchers, and so on. A simple
ticket to India was about three
quarters of an inch thick.

This system, of course, was
abandoned pretty soon after the
start of the service but that’s how
it began. My handwriting was as
bad then as-it is now. I can't

Shmmng tha flag! HP 42 Heracles fﬁu the Civil Air Enslgn at Crwdon
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to benefit by this experience.

Meammne. in the European
Division they were working very
hard to educdte the public to Ty,
We had in the summer tes ights
over London. These lasted about
an hour.

You took off from Croydon,
were given tea and scones and
cream and jam — crumpets; |
dare say — and you flew round
London and, of course, it was
marvellous experience for people
in those days. These did well.

Then there were the weekend
excursions at Le Touquet for golf
and they were probably the first
melusive tours to be operated by

Another one which did well
was a flight that left in the early
evening, about four o'clock, for
Paris. The flight ended by getting
back to London at about six or
seven in the morning.

This was an all-dinner jacket
and evening dress affair, rather
like Glyndebourne, and you were
given a great deal to drink on the
way over on the aeroplane and in
Paris you were taken to dinc at
one of the best restaurants and
then on to night clubs,

Then you were left on your
own for an hour or two with a
rendezvous at which to pick u
the car, or the bus, back to the
airport to fly to London. It really
was rather fun seeing these
rather rich, very bedraggled
people turning up in the early
hours of the morning back in
London in their rather scruffy, by
then, and dirty-fronted dinner
Jackefs.

There were no soft shirts,
people wore those stiff, starched
affairs, Really quite remarkable
nonsense when one thinks back
on it.

Airmail was, of course, one of
the most important features of
the development of air services
throughout the empire. To pet
your mail speeded up from, say,
a month to India to less than a
week was really poing to do big
things for business and the first
flight covers from that England
to India route are now, of course,
of wery pgreat value. Un-

fortunately mine was burnt up
during the war.

The route to India was duly
opened and there were political
troubles. The Italians refused us
permission to continue our
operations across their country
so @ larer pasteof.the journey ja -
Europe had to be done by train
— from Paris and Basle to
Genoa.

This 1 know well because I was
sent to Genoa in my first overseas
posting to be one of the two
people, Floyd Taylor was in
charge, to manage the flying boat

base.

We had Caleutta flying boats
first of all, then Kent fiying boats
operating between Genoa,
Naples, Corfu, Athens, Crete and
Alexandria. We would take
passengers off the train very early
in Genoa, give them breakfast
then put them on the flying boats
and away they went.

And the reverse: they came
into Genoa in the evening, we put
them on'a night train up to Basle
or Paris, whichever was the most
convenient, and they were then
flown on the remaining sector
connecting with London.

This was going for about nine
maonths or so when the Italians
again got rough and we were
stopped from operating at
Genoa. However, we were
allowed to operate from Brindisi,
so we moved all the equipment.
the spare engines and everything
down there and then the train
journey became even longer, But
the same drill was carried out
with Brindisi as the terminal and
on they went by air across the
Mediterrancan.

Passengers loved it, it was a
great experience. Nobody was in
all that much of a hurry
although, of course, they were
trying to save time as cumpal‘l:d
with shipping but that wasn’t
difficult to do.

1 did two stints in Italy and
then came back to London to
continue my training, but was
sent out again in an emergency to
relieve somebody who had pone
sick. | was told I wouldn't be
away more than two weeks. 1 was
away for three months and then
gol instructions to go on to lrag,
at which 1 rebelled.

In my discussions before

Continued on next page
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My battles with the
white ants of Africa

From previous page

leaving London, it was guite
clear that it was only a temporary
posting and that my real future
was going to be on routes to
Africa. I'd felt that this sudden
posting to Iraq was rather high-
handed, without any explanation
as to why | was going to the
Middle East instead of Africa, so
I demanded to come home to

discuss,
Permission refused, but 1
returned to England to the

astonishment of my bosses there.
However, they were impressed
with my determiination to serve in
Africa and after some discussion
they did admit that I had been
treated rather high-handedly but
wasn't that what little boys were
for! 1 said: **Yes of course it was,
but not please for me.”

1 was then lucky enough to be
posted in London to work with
those who were plotting the
African route, There had been a
survey carried  out by Captain
Wolley Dod and then Mr.
Frederick Tymms, later Sir
Frederick Tymms, DCA of India.

They had recommended the
actual routeing and the exact
stopping places. They had en-
tered into agreements in some
cases, negotiatiens in others with
povernments about support,
including subsidy, and there
were: most marvellous reports for
me as @ young man to read and
to help others to take action on.

This was one of the highlights
of my whole career. The result
was_that 1 weg selected to be
among to go out when the
second half of the African route
was to be opened.

The first half of the African
route was the extension down
from Egypt to Kenya, to Kisumu,
with a mixture of flying boat and

1 was to go out in time for the
extension period when the
terminal was being moved from
Kisumu to Nairobi and then to
be extended Nairobi — Moshi —
Dodoma (to which | was to be
&}.\'ted}— then on fo Mbeya and

pika — Broken Hill, Salisbury,
Pietersburg, Johannesburg,
Kimberley, Victoria West and
Capetown. All very short stapes,
as you will understand.

So ! found myself, just 21, on
my way to Tanganyika, never
having seen anything of Africa at
all before.

I spent a few days at Kisumu
on the way out with my old friend
John Brancker and had a very
exciting and amusing time. 1
then arrived at Dodoma which
was on the crossroad, if you can
call it that, the north-south road
down Africa and the railway
which ran across from Dar es
Salaam to Tabora and on to
Mwanza on Lake Victoria.

Its importance as a place was
merely that it was gengralphica]'iy
well situated for us to land at,
but it was a rovincial
headquarters, agricultural area,
sisal and things of that kind.

There were twelve ‘Europeans
only in Dodoma when 1 arrived
and 1 made thirteen, Theéy were,
except for a'chap who ran some
motorcars there, all government
employees . of some kind or
another, mostly agricultural.

1 arrivegd about January., The
air service was due to start fairly
soon ‘after that but I had to
complete some plans that had to
be made for a very small house to
be built on the edge of the air-
field. Also, 1 had to take over the
day-to-day maintenance of the
airfield which was really a task.

The Public Works Depart-
ment had doae a very good job ol

The end of a test mail flight from Australia. The captain, Jim Percy

clearing it but even they couldn’t
get rid of all the white ants and
the habit of white ants is to
produce a three-foot tower
overnight and very tough, hard
soil they do produce. Hard
enough if a wheel of an aircrafi
of the type we were using in those
days hit ‘one to do considerable
damage.

So one had a job of continually
mwintaming this airport, this
airfield rather, and keeping it in
a state that could make it
possible to be used.

The introduction of the service
was delayed somewhat, for
technical reasons in the United
Kingdom, and I found myself in
a very short time there without
any money and no means of
getting any.

There wasn't a bank; there
was absolutely nothing. There
was no way of being sent any
money at all. So 1 was financed
— and so was Imperial Airways
— for about two and a\half
months by the Greek | hotel
keeper named Georgio, who very
kindly produced money until the
day when the first aeroplane
arrived and | was able to repay
him.

He ran a most. extraordinary
hotel with the most uneatable
food I've ever come acress, but
that was Africa in those days.

My little house had a
refrigerator: the only one for a
radius of about six or seven
hundred miles. This meant that
my iced beer and bits of ice for
the whisky were very, very

ular.

t nearly bankrupted me and 1
was delighted after three or four
months. when the damn thing
broke down and we got to living
as most people did in Africa in
those days drinking warm
whisky.

The first service duly arrived,
spent the night at Dodoma —
can't remember why, because
I'm sure it wasn't scheduled — 1
got some guards to stand around
the aeroplane to protect it from
other people and spread the half
dozen or so passengers among
Georgio’s hotel, a  provincial
commissioner and one or two
people who had & spare bed.

Then back to the airport to
make sure the geroplane was all
right. The police askaris were
sitting cooking their supper. The
only problem was they'd lit the
fire right underneath the wing of
the DH-66 and that aeroplane
was, of course, made of wood and
fabric.

Fortunately it hadn't caught
light by the time [ got there but it
damn soon would have done and
it was awfully hard to explain to
the African that he oughtmt to
do things like that, After all, he'd
hardly seen an aeroplane before
and didn’t see why hie shouldn’t
cook his supper somewhere near |
it ifhewanta{;m. me /

A few months in Dodoma was
an experience which restly did-
make one grow up. One had to
provide arfangemients. on  the
ground for the small number of
passengers two ar three times a
week; ane had to provide met
facilities, primitive as they were;
one had to see that the airfield
was all right.

One also had 1o Jay night
landing afrangements and put
out flares wl:'s::h were bucketfuls'
of paraffin with a kind of
asbestos thing in the middle that
provided the flame. And one had
to know how to lay them. There
was mo conversation between
ground and air.

If the pilot saw those flares, he
had to be absolutely certain that
they had been laid so that he
didn't come in over a tree or
something of that kind.

The amount of responsibility
put on to young men in those
days, including not least of all
the young men who were flying -
the acroplanes. was really quite
ENOTMOS.

After a few months there, 1
was lucky emough to be moved
south to Bulawayo in Southern
Rhodesia, as it was then known,
and aircraft types were replaced
on the route.

The Atalantas came on and we
had a visit by the Chairman, Sir
Eric Geddes, with Woods

Humphery, the Managing
. Director.

Again, we had a Fairly
primitive airfield with no
telephone, 1 received a telegram
from Sir Eric which said: **While
I'm there in my short transit
would you please get me Sir
Rondald Storrs, the Governor of
Northern Rhodesia in

vingstone, on the telept 50
that I may speak to him."”

Well, there wasn't a telephone,
50 I had to take him up the road
to a public call box and got a call
through to Livingstone. That was
quite a feat anyway!

But, Sir Eric was a pretty big
man and | remember him trying
to speak on the telephone
because he couldn’t get in the
box. The wire on the earphone

was long enough to get him but
he couldn’t gel anywhere near
the bit you speak into and he had
a hell of a time. 1 think that
probably set my career back
quite a number of years.

Our headquarters were in
Johannesburg but that seemed
almost as remote as London. A
few years in Bulawayo and then 1
was seni up to Broken Hill, in
Northern Rhodesia, to take
charge of that. Interesting
mining area, with its own mines
in Broken Hill but, of course, one
never had any monéy at all and
certainly never had much time to
think about that kind.of in-
vestment. <

This was fly and mosquito
country and ongé had to take
enarmous care. [ got malaria lup
there. The reason was that
although one slept with mosquito
nets the beds provided were only
two foot six wide and, of course,
your arms were bound to touch
the net during the night. You
might just as well not have had
one for the mosquitos came and
made ameal out of you.

Before 'l came out I had, in
fact, worked. with Air Com-
modore Fletcher in provisioning
the rest houses that we were
building and it was probably my
own fault that the beds were two
foot six and not three foot six.

After getting malaria  very
badly. 1 came back to England

< on leave. There was no room on

the Imperial Airways air service
for staff to travel — that would
have been a sheer waste of money
— so0 we had to come by sea,
which was really rather fun.

1 went down to Capetown and
came back on Armadale Castle
just before she was broken up.
After a year or two in London, 1
then was lucky enough to be sent
out to Cairo to be Station
Superintendent at Heliopolis,
which was the terminal and
junction at that time of our
eastern and African operations.

By then the airline was really
beginning to develop. Frequency
of operations was considerable.
The aeroplancs were becoming
bigger in size, the HP-42 was
operating, that's the old Han-
mibal class,

The flying boats, the Kents,
had been replaced by the Empire
flying boats and it really was a
very modem and competitive
airline, because it was way ahead
of any competitors.

It knocked everything else into
a cocked hat and, we really were
doing very, very well, indeed.

Back to England again for a

Action station , . . The flying boat base near Alexandria about 1937 with Calcuttas and Kents
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short time, then out pnce more to
Egypt and Alexandria’s Ras-el-
Tin flying boat base, and the
land airport at Dekheila, which
was just a few miles outside. We
then had aeroplanes whizzing
backwards and forwards with
considerable rapidity and trade
was booming.

The margins of safety in those
days were not all that high. Fuel
TESETVES were minimal.
Knowledge of carburettor
freezing, icing on wings and so
on was extremely limited but, of
course, flying was not at high
altitudes.

It was all unpressurised and
the skill of the chaps who did it
was really quite enormous. Their
aids were minimal, they knew
their job and they were extremely

responsible.

gﬁe of the features in those
days was that when the Kent
flying boats were operating. and
later when the Empire boats were
introduced, the captain, first
officer, engineer and stewards all
remained attached to one boat.
so that if it was Canopus we knew
it was Captain Bailey. If it was
Cassiopeia, it was Captain
Travers. They kept their own
ships.

Utilisation was high ana
arduous, Flying was manual and
“George” only came along, 1
think. in primitive form with the
C-Class flying boats. It was a very
“minor’” George.

1 was working in London at the
time the Empire flying boats
began to come off the production
line and 1 well remember the
oceasion

great when  the
Chairman had invited the
Minister, a whole host of

government officials, customers,
and everybody who mattered in
the air transport world to go
down to Rochester in a special
train to see a demonstration of
two of these magnificent flying
boats which were going to show
their paces.

It was a nice, bright day
fortunately and we stood along
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Far from home. DHE

the river bank just in fronl
Short buoilding. Wha
supposed to happen was tl
four engines of ecach ol
flving boats were to be

up, then taxi out in turr
off. fy past us, fly .
Rochester and Chatham
the Kent coast and then b
and after they'd landed we
all be taken out to be g
sight of the flying boat.

Well, we stood the
something like two hours
which not one single
would start.

Shorts, with great imi
rustled up more liguor s
and we were taken into
shed and given gins and
and sandwiches, and lunc
50 or, and then we were pi
on the special train to L

not  having seen eve
acroplane move fror
MOOTHTES. _

It was a humiliating oe¢
I never really found out
had happened. 1 wasn't
enough to be told these thi

I've séen Chairmen fro
to time being rather cro
this was a unigue occasii
Sir Eric justifiably near
apoplexy.

Really bad luck on eve
because they were magr
flying boats and did do a
for the company and |
country.

They were the [orerun:
the flying boats which wes
developed for us and f
Royal Air  Force: the
dringham, the Solent and
which did valuable service
the war and afterwards.

These Empire flying
were not launched until
Long before that there ha
some very important d
ments: 1934 for instance
very big year. I was ser




‘of Delhi"’ was used on the Cairo — Karachirun

¢A fridge nearly bankrupted
me — I was delighted when
the damn thing broke down?

Africa at that fime when one only
heard a little on the grapevine of
what was being planned for the
rest of the world,

In the beginning of 1934,
Qantas was formed and this was
made up of equal parts of capital
provided by Qantas, the
Australian airline, and Imperial
Airways, the British airline,

Plans were made for a through
mail service to Australia which
started in the December and in
April '35 the frst  through
passenger operations were going
in both directions.

That's only 40 years ago but,
of course, since then the route
has developed entrmously.
Qantas a few years later became
independent from us but has
always remained 4 good steadfast
partner and friend with BOAC
which succeeded Imperial
Afrways.

Another irnporlam Jobin 1934
was the planning of the proposed
Empire airmail scheme called
" the “All up scheme.” It meant
that all frst class mail to any
part of the British Empire,
colonies and the like, were going
to be moved by air at a very
modest postal rate.

The volume of this was to be
looked after by the Empire flying
boats which were coming on with
much bigger capacity than
anything we had had before.

In fact, an under-estimate was
made and we had to remove
quite a number of passenger
seats on some routes for those
flying boats to get the mail
aboard. The Empire airmail
scheme didn’t start until June
1937, but the plans had been laid
well before.

The years | spent in Egypt
were again amongst the most
Lﬂ]ﬁ'\'ah%f.‘ — one worked hard.
Acroplanes always seemed to
operate in the early hours of the
morning and late at nights

It was a fine country, fine
climate, lots of work to do and
lots of pleasure: But 1 was
brought back (to  the United
Kingdom around 1936 to work in
the Traffic Manager's office
which was’ the central fount of
the whole " operation of the
airline.

The planning, the operational
schedules, the fleet plans, the
agreements with - governments
and post offices were al—to-
ardinated in this office. It was a
fine place to really learn
something about how an airline
works.

A new competitor had arrived

by then — British Airways —
which was an .lm'llg.lrndnou wl
some other private companies,
including Hillmans. It in-
troduced Lockheed Eleetras on
the London-Paris route in 1937
which were [ast, small acroplanes
and had a very big public appeal
compared with our com-
paratively large but rather slow
HP-42¢, Ensigns, and aireraft of
that kind.

This was the beginning of the
totally private enterprise nibble

imto  our affairs  which led
eventually, after the Cadman
inguiry, in 1939 to the

amalgamation of British Airways
and lImperial Airways into
BOAC. But more of that Jater.

Plans were still going on and-
one was lucky enough to be
playing some small part in these,
The survey had started for North
America.. Caledonia, which was
one of the C-Class flying boats,
operated a return transatlantic
[light in the middle of 1937, I
think. there were five of these
flights by Caledonia and
Cambria,

The Government Set up the
Cadman Committee in
November 1937 to review the
future of air transport and to
inquire into, its efficiency. They
reported early in 1938 and the
result was that later that year the
British Goyernmeént ‘announced
the intention to merge Imperial
Airways and British Airways and
to form BOAC.

The report is an interesting
document for anybody to read.
One of the outstanding features
of it was, of course, criticism of
the  then managing director
George Woods Humphery who
so'far as the company was
concerned was idolised.

He was a very tough boss, very
demanding and determined that
we should be the best airline in

. the world as we believed we were.

He did not however get on with
government very well and. if my
memaory is right, the Cadman
Committee records that in his
negotiations with povernment he

wok “a commercial view of his
responsibilities  that was  too
narrow.’”

He, of course, left before the
merger actually took place and
this-was a great loss to British air
transport.

Another great development of
1938 had been the first com:
mercial crossing of the North
Atlantic by Maia and Mercury.
This was the pick-a-back ex-
periment in which Captain

Wileockson was [lying the
heavier part and Captain Don
Bennet the one on top which did
the actual crossing,

During the war years BOAC
was placed at the service of
government. Al our  service§
were operated  on controlled
buasis, the capacity belonged to a
priority board which al located
seats.

You couldn’t buy thenl in the
ordinary commercial way and we

acted as o support 1o the Forees.

anel for diplomatie purposes such
a5 our continued opefations to
newtral countries like Portugal,

Our. routeings had 1o be
modified a8 the war developed.
The Mediterranean was closed.
We operated dewn the West
Coast of Africa to Johannesburg
and Durban and we kept the
flving boats operating then from
a base at Durbad'up Africa and
around to India, known as the
Horseshoe Route.

At the time of the Burma
Campaign, | was sent oul to
India for @ short time to work
with transport command. Then,
after g brief spell back in the
United Kingdom, my posting
was to the Middle East as
Manager of the region to start (o
convert it from a war footing on
to a peace-time footing.

Qur set-up in Egypt in those
days was enormous and we had a
fleet of aeroplanes based there,

Lockheed  Lodestars and
Dakotas.
We had a huge staff of -

engineering, commercial and
ying and gradually this had to
be reerganised, redeployed and
generally pruned. It took many
vearsto achieve.

I only spent a year or two at
this work and was succeeded by
Malin Sorsbie, Dick Hilary and
others who completed the task
with great competence,

Organisationally in those days
we had great independence
overseas. The regions were big
and powerful. Mine, for instance,
extended from Libya on one side.
to the borders of India in the
cast, Turkey in the north and
down to the bottom of the Sudan
m the south. It took me several
days to fly round my own
territory in a private aeroplane.

However, all that deployment
ol authority had io stop as the
airline  became centralised, as
aeroplanes became based in the

United Kingdom and for
econamy feEasons.
By this time, all of us in

Imperial Airways were struggling
to become a really commercial

The compasite aircraft Mercury (upper) and Maia (lower) prepare for flight.

airline again. During the war we
had no real commercial activity.

It wasn't easy to get back on to
4 proper businesslike fopting.
Part of the system for doing this
was @ re-arcangement of the
arganisation jand London-hased
divisions weré set up, One lor the
Far East, one for the Atlantic
and one for Africa with a job in
the middle in the United
Kingdom — all these were
commereial posts,

I waslucky, after doing u short
stint  as” Manager  United
Kingdom region. to become a
divisional, manager for Africa
and the Middle East.

This. of eourse, was very much
to my (aste as I had alwavs had
this affection for Africa and
wished to work in its atmosphere.
Ttywas a time not enly for our own
d!vclupmum but for airlines in

Africa, too,

South African Airways had
become a big airline in its own
right but other countries, the
East Afri

countries, were still nper.ating on
asmall scale supported by us.

Gradually we helped them to
develop until the time came
miny years later for them to
operate international  services
ultimately in their own right but
in the first instance supported by
5.

The amount of development
work that Imperial Airways and
later BOAC has done throughout
the Commonwealth is sometimes
overlooked.

We had a part in formation of
Qantas which | mentioned
carlier, we had participation in
New Zealand, we took part in the
joint exercise of New Zealand,
Australin and the British in
British Commonwealth Pacific
Airlines which operated across
the Pacific.

We purchased a little company
in Rhodesia in the early 1930s
when 1 was down there, called
Rhodesian  Aviation Company
Lid. We developed that into
Rhodesia and Nyasaland Air-
ways Ltd., which became quite
big. and ultimately it became
Central African Airways Cor-
poration, or now Air Rhodesia of
course. We mounted services
between Rhodesia and Europe
for CAA.

In West Africa, much the
same sort of thing happened. We
set up a local airling, made it
work well and then helped them
todevelop on to the international
routes to Europe and the United
Kingdom.

All these developments were
done, | suppose partly for the
benetit of ourselves to niake sure
that we had strong partners at
the other end of our international
and commonwealth routes but
they were really done as part ‘of
national aid.

I daresay if the accounts had
been properly kept there was a
certain amount whieh we con-
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What passengers were leaving behind them.

tributed — not only “know-how™
and skill and labour and nien —
but financially, foo, in the early
pools that were arranged

However, all this was a good
investment. 1t helped to develop
British air trquun throughout
the Commonwea They don't
all remain close partners of ours
now, but on the whele the links
forged in the ecarly days still
stand us in very good stead.

The reconstituted Board of
BOAC towurds the end of the
war had very little flying ex-
perience’ and 1 was told to
arganise a trip in a Frobisher for
them to Shannon so that they
could experience together the
Jjoys of flying by BOAC.

This was done but. alas, as we
were approaching Foynes, or
Shannon Airport. a flap came off
and we landed in a field with all
four engines out of the acroplane
— petrol pouring around — but
fortunately nobady was hurt.

It was a pretty alarming ex-
perience because acroplane
windows were blacked ouf as a
protection against being spotted
by enemy aircraft by lights in the
cabin,

So although we knew that we
were in a distressed condition —
the aeroplane was rocking from
side to side and the captain had
told us we were going to make an
emergency  landing — we  just
didn’t know what the devil was
going on.

Very bt
everybody  behaved  extremely
well and the Board really felt this
was an  extraordinary in-
troduction to their appointments
to this very great airline.

I recall that among the new
board members of that time was
Sir  Simon Marks, later to
become Lord Marks, and our
first woman. board member,
Pauline Gower,

She incidentally was the only
one who had & brandy flask —or
was it whisky — in her bag which
was a great help to us as we stood
and watched this broken-up
Frobisher lying in the Irish bog.

frightening,

On the way back from thal
flight, 1 travelled in an Ansorn
flown by our chairman. Gerard
d’Erlanger. | suppose it belonged
to ATA the mreraft deliveny
company of which he was the

head as well as being ou
chairman.
This was also an equally

exciting  journey because ou
Mlight plan obviously had
been properly warned to the anti-
aireraft batteries on the Somerse
coast and they opened up at us in
broad daylight. Fortunately thei
aim wasn't very pood.

The great event of the in-
troduction of the first pure jet
services in the world came when
we took delivery of Comet 15 in
1951 and opened up service in
1952 with a roure to Johan-
nesburg,

We were then many years
ahead of any airling in the world
and our heads were very high.
We extended Comets to Colombe
and Singapore and Tokyo and
then in 1954 came the Comet
disasters.

By April of that year, after the
Elba accident and the Naples
tragedy they were withdrawn
from service not to reappear
again until 1958 when the Comet
4 came into existence,

Rather larger than the Comet
I. structurally different and they
had a fine record up until very
recent days when they retired
from service from BEA. We used
the Comet 4 in 1958 to operate
the very [irst pure jet service
across the North Atlantie.

We got in a day ot-two ahead
of Pan American who then had
Boeing 707s specially designed
for this purpose.

The Comet service was not
maintained for very long because
the aeroplane wasn't really
designed for that job, but we got
i first.

All this time we were con-
tinuing to struggle to make
ourselves commercial, become
profitable, but we had a really
uphill job because our eguip-

Continued on next page
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The day we shed our ‘do good’ image

From previous page

ment was no longer the most

competitive. The Americans had

Ln[ ahead of us with their Boeing
7s,

".I hey'd had the manufacturing
industry during the war; Britain
had not and our abilily to buy
foreign was limited.

It was in 1958 that we signed
our contract with Vickers for
VC10 aireraft, which turned out
to be such successful passenger
vehicles, and later in the same
yvear | was invited to jein the
Board.

The VC10 has, of course, been
a great story in BOAC and one of
our maost successful ventures; In
fact, in 1958 we ordered too
many of them — 35, No airline
could absorb that number of
aireraft in the late fifties and the
early sixties, it was just im-
possible:

7
A

No expansion could take place
at that rate, and it was necessary
in the carly 1960 to cut back on
the order for VC10s.

This has always been held.
against BOAC. In Fact, it was a
very wise decision. 1t had no
adverse effect on sales of VCI10s
to other operators. After all, we
were maintaining a very big fleet
of these aeroplanes.

Nevertheless, it was a decision
which with hindsight ought to
have been handled perhaps a
little more gently and with more
understanding by the govemn-
ment, by the manufacturers and,
indeed, by us.

We look  delivery
Boeing 707s in

of some
1960 and

although we struggled and tried
very hard to become commercial
we didn't completely succeed. In
1963, there was a bit of a row
between BOAC and the
Government.

There was a specially com-
missioned report the resalt of
which, a government White
Paper, the Financial Problems of
BOAC, was published at the end
of 1963. A shake-up of the Board
stemmed from this and we had a
change of Chairman. Sir Giles
Guthrie came in and for the first
time government set out clearly
the 1:151\. that was expected of
BOAC

The_v made it absolutely clear
that we had to be totally com-
mercial and take no other
considerations into account.

This was healthy for us
because as I've said, -although
we'd tried very hard to be
commercial before that, we were
carrying history on  our
shoulders. History of develop-
ment of our own airline, history
of helping. to develop other
airlines, having big shareholdings
in small subsidiary companies
and the like,

We were a very do-good
organisation for the rest of air
transport in the world and we
hadn't been able to shake the
shackles off unti! we got this very
clear direction from the
Government under Giles
Guthrie's chairmanship.

From that moment on, of
course, things changed enor-
mously. We were more ruthless
than we had ever been before in
all our decisions and we became
avery profitable airline.

Profits are unimportant in
themselves; it’s what you are able

to do as a result of it and, of

course, the staff benefited.

It meant expansion; it meant
better paid jobs, it meant the
confidence and satisfaction of
being in a successful business
which was held in very high
esteem  throughout the world.
And so it has remained.

Because of our successful
trading, we were able to invest in
things that were really necessary
for the airline . . . the Boadicea
computer complex the
Boeing 747s which have played
such an important part in
maintaining our standing as- one
of the world’s most suceessful
airlines.

My  servi on the Board
during these years has given me
experience of every important
aspeet of our business and not
least of all of the International
Air Transport Association, which
“plays a very important role in the
activities of all major airlines of
the world.

I was lucky ecnough to be
chairman of traffic conference
and to sit on the tratfic advisory

committee and later on, after
Giles Guthrie’s retirement, [ was
appoeinted to the executive

committee.

I've always been an IATA man
— 1 think it's an organisation
which airlines need. Whenever it
falls short of perfection, and it
does somefimes, it's rarely the
fault of the association, it's
usually the fault of the airlines
who are members. It's a service
organisation and it can only de
as well as the airlines are
determined it shall do.

On the whole, its record is very|

high but selfish attitudes by some
airlines — ours included from

« time to time — have prevented

the best co-operation coming out
of this unique international
organisation.

It isn’t only the work on fares
and rates that matters.important
though it may be.The technical
work, financial work, legal work
is somcthing that we just could
not replace by any other method.

After I'd become Chairman of
BOAC in 1971, 1 continued to
serve on the Executive Com-
mittee and was very proud to be
the President of IATA during the
year 1972-3 amd to have the
annual general meeting held in
London.

In a few days, I will no longer
be Deputy. Chairman of British
Airways. Of course, life is going
to be different but 1 will at last be
able to spend even more time and
do more things together with my
wife, Truda.

We are family people, a5 we
need to be'with eight children: 1
am very prood of them all. Now
we will be able to see much more
of them.

However, don't get ‘the im-
pression that this means
retirement. It does not; as I said
when | announced that 1 was
leaving in January. 1 am still fit
and people hoth inside and
outside the indastry believe that |
have something still fooffer,

Now a final word. It has been a
tremendous privilege for me to
have spent my whole working life
with the airline and
served with the people who have
worked for it.

I am ‘grateful to all my
colleagues in the business —
many thousands over the vears.
It has been both hard work and
fun. I wishisuccess to everyone —
and good fortune to British
Alrways.

to have |
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%

than yvou'd thought possible,

Cartoned Danish furniture you can take with you—or we'll

deliver.

Ii you know what you wanr, we can get it for you at 207 off.

VIKING HOUSE LTD

Pasadena Close,end of PumpLane | 54-36 High St, Whitton

Hayes, Mx. 61-573 3343

HUGE STOCKS OF DOMESTIC AND CONTRACT
FLOOR COVERINGS & ACCESSORIES - EXSTOCK
CONTRACT LAYING SERVICE AVAILABLE

High Duty Fiooring Warehouse

400 Farnham Road, Slough, Bucks. Tel: 28885
18c Fairfield Rd..Yiewsley,W.Drayton.Tel: 44657
Open 9a.m. - 5.30 p.m_Half Day Wednesday

VIKING HOUSE

for Danish furniture at warchouse prices
and benter British furniture

at 209 off

Buy furniture the modern way —at the warchouse — where you
can park vour car fight outside the door and where prices are lower

recommended
retail prices

shewrooms at

Twickenham. 01-89:. 7034

Your
local DIY
experts

Everything for the handyman. Panelling,
flooring, kitchen units, wardrobas, carpet tiles,
work-benches, cladding. . . All at remarkably
low prices!

Special discount for holders of British
Alrways |0, cards.

HIGH RD... €
Teb: Wast

Best value
in Hatton
Garden

Y
Call in and see for yourself!
Open: Mon-Wed 8.30 10 5,30, Thurs 83010 7.
Frif.30 to B. Sat 310 5.

LeisureWoo

COWLEY FEACHEY. UXBRIDGE MIBDX. -
ton (8] 47681 Talnd: Loisura UXE 835090

d Products Ltd

e
Less diszount
Actuzl cost

Oid you know that MAPLE JEWELLERY heve the higgest most varied ssisction ol

Blamand Airgs and Jewellesy, at 30% &

o 50% below notmal il prices ! {40-50%

alt Diamand Jewallory - 30-35% aff Gold: dmwallate], Haw con wa il iy do
that 7 Simgly by mancfacturing Jewslliry in our own Weekshop an the Prami
and selling DIRECT to YOU, saving whaleseh retail -mask-ups mat usaally w
passad on 10 Tha Customes | VISIT DUA SHOWROOM, and see for yourser!

why such & large number

of ouw Cupomers come bock snd

recommend Us to OTh
Free colour catalages on regoest.
0, Nlllen Elrdln Lundlﬂ £t Tei: 01-485 556

Wioshcr P | Sar 8301 20

Out of the past ... The Argosy's passanger cabin.

Earning 15 bol
apprenticeship

1*A NEW air route calls for
more than the provision of
aeroplanes and pilots” said
the Sunday Times, in an
article on April 13th 1930,
“and Imperial Airways Ltd
has adopted the ap-
prenticeship scheme long
employed in engineering” for
the recruitment of embryo
station superintendents to
meet rapid route expansion
through Africa and the Far
East.

Lured by the unexpected
promise that “Apprentices will
receive a salary from the very
first™, 1 joined the Class of 1933,
and thereafter never had time to
Iook back.

As an ayiation “'nut” from
birth. in the De Havilland Stag
Lane cireuit, it was my kind of
scene from day one at Croydon
Airport.

Despite  being  brazenly ex-
ploited a5 cheap labour and the
fulsome praspectus of courses in
the technical and commercial
mysteries of air transport, which
were almost wholly illusory, the
experience was satisfying in all
but financial rewards.

The three-year course provided
an annual increment — *'subject
to proficiency bar”™ (in today's
language) — of 15 shillings a
week less National Insurance
deductions. First year basic was
I5 shillings a week and no
pension scheme.

Hard working attachments,
mainly on shifts involying most
weekends, at Croydon Airport,
Vietoria Airways Terminus
(Hudson's Placel and Sales
Office (Haymarket) passed
swiftly under the always critical
eyes and tongues of Traffic
Manager Denmis Handover, and
Managing Director George
Woods Humphery.

Highlights, the issue of first
uniform with midshipman type
flashes after one year, and a
temporary posting to  Brussels

Airport for the Expo® 1935
SEASON.
Rebates

There, the vniform brought

unexpected financial benefits in
the form of rebates on all public
transport, and gloriously, on
“rides’ in the-‘Expo’ Fun Fair.

It seemed hard to confess to a

generous  State that one was
neither “enfant, invalide, or
militaire”, s0 one Xkept the
change.

Clearly briefed' that one was
only “half-baked", posted to
Cairo (Heliopolis) as Jrd Year
Trainee with overseas allowance
of £250 p.a., topee, shorts, and
ample medical advice on how to
avoid the dreaded ailments on

taking up the white man's
burden.

However, thanks to the
outstanding advice and

leadership of Station Supt. Keith
Granville, such pitfalls were
largely avoided.

Not for long though, because a

posting to-sweltering Khartoum
produced a welcome new ex-
perience, coupled with the
problems of life as an underpaid
“box-wallah” in a land of high
social living set by a majority of
expatriate subsidised gentlemen
from the U.K. Forces and Sudan
Civil Service,

After a breather in Alexan-
dria, again happily under Keith
Granville, 1937 found me a fully-
baked Station Assistant (2nd
Class!) resplendent with two
quarter-inch pold stripes, serving
as Station Superintendent Juba,
Southern Sudan.

The objective was both ex-
citing and sad; to prepare for the
closure of the landplane route
after seven years of air service,
the Nile at Juba being considered
unsuitable for flying-boats of the
Short Empire Class about to take
over in Africa. -

Closed the station sadly and
departed  ignominiously by
steamer — o five-day trip to
Malakal and air transport (o
backhaul me south again to next
posting in Kenya,

Marriage

Home leave 1n 1938,
foreshortened by the Munich war
scare, was long enough to get
married with the company's
blessing (then, incidentally,
denied to all with less than three
years' overseas service).

Then back to Kisumu with
thoughts of war and a merger
with British Airways Lid,
foremost in mind. It was indeed
hard to decide which was the
more menacing.

The war arrived ahead of the
merger in the event and some
highly inaccurate Italian air
raids on Nairobi served to
distract attention from the first
metamorphosis which occurred
on the night of 31st August 1940,
To sleep that night in Kampala
Imperial Airways, and awoke
BOAC. 2

The significance of this
considerable change was very
soon obscured by the gravity of
the war news from most fronts,
and particularly, from an
African viewpoint, the effects of
the Mediterranean closure.

There followed a Congo flying-
boat route survey by road and
river from MNairobi to
Leopoldville, and later to many
other exotic parts of Belgian and
French West Africa for nine
eventful months.

The trans-African flying-boat
route was established and the
LLE. was once more linked with
the  Durban-Cairo-Karachi
“Horshoe Route” at Kampala.

At the same time, the isolated
SABENA Congo Division fleet of
Junkers 525 was joined to the
BOAC war effort on the
Takoradi, Cairo airerafl re-force
route to the Allied Desert Air
Force.

At Leopaldville, there was just
time for a little cloak-and-dagger
stuff, arranging clandestine
meetings between Free French
and Vichy officers in a moored



Into the future . .

. Keith Granville in Concorde with Jimmy Andrew

a week in the
‘Class’ of 1933

Empire flying-boat. This con-
tributed to the rallying of the
Chad and French Congo
territories to General de Gaulle.

Invalided out of Lagos to the
Levant, the next four vears,
based at Jerusalem, revolved
round a continuous pattern of
regional route development
within the Middle East in
support of the war effort.

First, the [ront with Vichy
Syria-Lebanon required the
withdrawal of ({lying-boat
operations from Galilee to the
Dead Sea.

Then followed the setting up of
the first and last flying-boat
alighting area in Jordan, at El
Lisaan on the south end of the
Dead Sea,

Meanwhile, landplane
were started to Nicosia,
and Damascus, all of which
stations were to: feature on the
pOStEWEr Al map of the Enstern
Mediterranean, together  with
Palestine's main civil airport of
those days, Lydda, today's LOD.

Home at last, in summer 1945,
to a war-weary LLK. not seen for
seven years and in time to
celebrate V.1, Day in, to me, the
new Alrways Terminal,
Buckingham 1’.11au. Road.

An almost immediate posting
to the BOAC “shadow™
European Division offered a
foretaste of the new BEA Cor-
poration, which politicians said
was imminent.

A bed in Brussels, this time,
was the seene for my second
midnight metamorphosis from
BOAC to BEA on 31 July, 1946.

1 accepted the key to Europe
with gratitude and immersed
mysell in Viking promotions,
SABENA liaison and trying to
find Ruislip on the phone, on the
map, and sometimes on foot.

Winter 1947 found me there as
Traffic Manager at my first Head
Office desk after 14 years in air
transport. Not an  auspicious
homecoming to  an  unheated
Keyline House, frequently either
fog or snowbound, without a
Central London line station —
and with rationing of almost
everything except enthusiasm.

Frustration

To our mixed fleet of aircraft

TOuies
Adana

and makeshift airport
arrangments.  at  Northolt,
egrowing early losses added

further frostration which™ at
times seemed overwhelming,
There were moments when
trying to be the only shorthaul
girline in Europe seemed an
impossible  objective. But_ in
1949, Lord Douglas of Kirtleside
and Peter Masefield came among
us with a combined force of
leadership, inspiration and
planning which transformed all
that was BEA. We ordered and
launched the  wonderful
Viscount, which became truly the
“Key to Europe'" in the fifties.
We opened our own Town
Terminals — Kensington and
Waterloo — our own Sales Shop
at Dorland Hall and even
Northolt, in its last days, seemed

to take on a new dignity as a real
London Airport and not an RAF
Camp.

The BEA of the fifties and
sixties was full of energy and
innovation, anyway among the
European airlines. First to
abolish passenger manifests, first
to introduce “‘open sales’
booking methods, first to in-
troduce apron control/despatch
systems.

Advocate to  reluctant
authorities of airport pier and
gate design, airside lounges,
Power Operated Gangways
(POG) and Taxy-in and Push-
Out (TIPO).

All these innovations together
with all the others in Engineering
& Flight Operations and Ae-
counting contributed to BEA’s
reputation for leadership in
European air transport.

Surprisingly, we still found
time for some real outside dc-
tivities which added some lustre
to our P.R. image and gave much
personal fun.

Prestige

I'he 1953 London-New
Zzaland Air Race, in which our
Viscount entry distinguished
itself, is an outstanding memary,
because 1 was fortunate to be
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jon and four

If you already have a centrally heated well insulated
home with luxury kitchén/breakfast room, shower
suite: off master bedroom, a study and a double
garage indeed, what next?

Some experts say better landscaping, a more pleasant
environment, a sort of neighbourliness.

Well, Renway developments have all this — trees are
saved and more planted.
Previous awards include a
from the Depattment of the Environment Awards for
Good Design in Housing. a Civic Trust Com-

“y

vil

Renway plan with care.
“Highly Commended"

finder” New Home of the

Year awards.

Enjoy a visit to Wellington Park, methorne 33 miles West of London, convenient for M4 and M3. A wide range of superbly
designed well built modern homes. Spacious layout, pleasant wooded plots. Close to golf course, green belt, shops & schools. Prices
from £23,000 — £33,000 (one only at £19,000).

RENWAY, Edgcumbe Park, Crowthorne,

Berkshire.

Crowthorne 2895.

LOW COST HOMES FOR

Llﬁu;umum

Victoria Road, Woklng, Sumey.

—8
~The Findings, Fernhill Road,
Hawley,nr. Earnborough,

NEW 4 BEDROOMED DETACHED HOUSES WITH
CLOAKROOMS, SEPARATE LOUNGE AND
ROOM, FULL GAS-FIRED CENTRAL HEATING, FITTED
KITCHENS, DOUBLE GARAGE.

from ONLY £16,500 Fhoid

SHOW HOUSE OPEN SATURDAYS & SUNDAYS 10.00 TO 4.30

for further demﬁs complete coupon and raturn to.-
M. K. DYDE, W. EﬁIN&CD LTD., Lynton Houss,

Hants.

DINING

(Tek Woking 37431)
NAME . R i
ADDRESS...
i e

HOUNSLOW

279-287 HIGH STREET
| |at Bell Corner)
Hounslow
Middlesex
Tel: 01-570 3415 & 7284

* Co. of England

SOUTHALL

38b THE BROADWAY
(above the G.P.O.)
Southall,
Middlesex.
Tel: 01-571 1801 & 1818

BENEFICIAL FINANCE

Inc. in U.S.A. with limited liability

ACORN MORTGAGE AND
INSURANCE BROKERS LTD.

(Incorporated Mortgage Brokers)

TWO
PROBLEMS

I Obtaining the best and g

ASSISTED
HOUSE
PURCHASE
STAFF SCHEME)

For over 20 years we fnve provided a
House Purchase advisory service for
Hritish Airways staff members.

A mplc mortgage funds are avaifable to

MORTGAGE possible.

2 Making an INVESTMENT that
is both safe und profitable in
these troubled times:

SAME
ANSWER

Contact Trevor Piper
or Jeff Whittaker

17 The Centre
Walton on Thames, Surrey
Tel: Walton on Thames 41325/6

de howse purchise
Ioans for members at reduced initial
orsL.
We welcome enguinies from home and
overseas s who requine house
purchase issistance.
Take full sdvantage of these special

features,

Write or phone

City Manager
WESLEYAN & GENERAL
INSURANCE (Est. 1841
Candlewick Houe,
116,126 Cannon Sireet,
London, E.C.4
01-626 1236

involved with the planning,
including a reconn e visit
to Australia at Her Majesty's

expense. It certainly helped to
sell more Viscounts as well as
earn BEA some world prestige.

The 1959 Daily Mail Bleriot
Anniversary London-Paris, Air
Race was a wonderful launch for
the Comet 4B introduction inlo
service as BEAs first-ever jel.

Personal ipvolvement here
was total within the
Syndicate, which won £1,000
initiative prize for its bowler-
hatted Bus-Rail-Air-Taxi dash
from Marble Arch to the Arc de
Triomphe,

My personal ‘clocked time of
Ihr. Imin." 53/ seconds for that
ride is probably ‘the finest
conversation stopper I shall ever
acguire, uniless 1 ‘survive in
British Airways to participate in
a Congorde entry for some latter-
day Daily Mail Race.

And so.te metamorphosis No.
3; this time in a bed in my own
beloved London at midnight on
3ist, March 1973. Goodnight
BEA, Good-morning British
Airways. “They've done it to me
again”, 1 muse, and try to feel
different.

But no, all is as before, only
the score sheet changes. Airlines
served, 4. Chairman served, 10.
Chief Executives, 12. H.M.
Government Reports affecting
livelihood, 3. Stations & Posis
served, 17. Aireraft types
handled. 37.

Ministers of Crown involved ...
1 am falling asleep counting . . .
Regional = Division  starts
tomorrow . . . Plus ca change . . .
Must pet some sleep
Goodnight.

Ian Scott-Hill
Director,
British Alrways — Channel.

Bealine,

RE-MORTGAGES
IMMEDIATELY
AVAILABLE

Money raised can be used for any purpose,
Also mortgages. bridging and investment loans.

D.E. NEWLYN & CO. LTD.,
33 Sekforde Street,
London, ECIR OHJ.

Tel: 01-251 1312
also at Dorking 81032 & Little Chalfont 4227

100%
MORTGAGES

MAXIMUM MO
FOR AIRC!

:hLARIFE‘ ST

FOR SALE. OSTERLEY
Large semi detached house with self
contained flat extension. Hotse
comprives three reception, three bads,
kitchen and usual offices. Flat
comprises lounge, bedroom, kitchen,
shower-room, Large -arlg\: and car
port. Ring 560 &Jgﬁ ter 13.00 hoars.

32,000

DUNNS

PHOTO CENTRE
740-2 Bath Road, Cranford
758 0553

Specialists in Colour

CARPETS
SUPPLIED AT
TRADE PRICES
PLUS 5%

on most leading makes
Showroom
Cards on request.
Send SAE 10
recaive a quotation
without any obligation.

S & L CARPETS (BC)

17 Grand Parade, Forty Avanue
Wembley Park, Middx. HA3SJS
01-804 2339. Cpen Monday to Friday.
Late shopping: Wednesday until 8 pm

Printing and Enlarging

freehold.

Wokingham, Berkshire

Development of 3 superior detached houses within ¥ a mile
of Wokingham and 1 mile of the M4, The houses are set in a
tree lined avenue running parallel to the main Reading Road
and comprise of 4 double bedrooms and 2 bathrooms with
lounge and dining room with double aspect views. A
secluded garden with sunny southern aspect and double
garage complete a most attractive home. Price £29,000

Telephone 01-834 5224 for details

— JOHN
MEACOCK (JUN)
E&SONS |
ESTATE AGENTS & VALUERS
Tor homes and commercial properties
in the London Airport ansa.

on Road, Heston, Middx
Tek: 570 3030/ 9190

MORTGAGE

Up to 100 % arranged subject
10 status with leading Bullding
Societies and Life Offices.

SCHOOL FEES

or deferred

HENRY JACKSON & CO
Estate Agents

reguire  self-cantained
fion near London Akrport for
waiting_applicants. Good tents obtsined,

Urgently
accarmm:

Wiite o tele

10 Ceatiral
Heton Rasd, u 570 T258 (3 Times),

TOLET

Furnished semi-detached house. Near
Hounskow East sation. 5 single divans.
Fittedd carpets. Central hesting, completzly
midernised kitchen and bathroom. Newly
sedecorated. - Avcommodation comprises 3
bedroomy, lounge. dining room. Rent £40
weekly. For furthor details telephone 01-567
1041 any time.

with maximum Tax Relief.

We offer a PERSONAL &
PROFESSIONAL SERVICE at
the best available rates.
Phone: Geoffrey Martin
{If only for some free advice}

Henley, Martin Lt

for all L.Ia.-.)ns of Insura
75 High Street, Egham, S
Talephone: Egham 5336,

Furnished Detached House,
Cookham. 30 mins. Heathrow, 3
Bedrooms, Bath, Cloaks, Garage. Full
Gas Central Heating, Detalls ivunr
End 23553,

isound proofed), 3

FOR SALE

Semi-detsched house by Henlw  Corner
Houmslow, West. I reception, 3. bedrooms
Wk Detached brick
yarage, space for twn otber cur. Lam
anien back and front. 40fy x JOOMY.
rechold. £15,250 ooo, Telepbone 01-570
TH30 aftor 5 pom.




Vil

I WELL remember some of the
ioneers of the first operational
Eights from London to Paris,
although 1 did not join Air
Transport and Travel until just
before the transfer to Croydon.

The company moved to
Croydon because Hounslow was
unsuitable for flying on account
of weather conditions and that
Croydon was nearer to London
— and Paris.

The first person I met was Bert
Woodhams, the Chief Engineer
and holder of Ground Engineer’s
licence Mo 2. He later became
managing director of Armstrong-
Siddeley Company.

I had a silver-plated nut and
eyebolt taken from the first
aircraft that flew from London to
Paris, Bert was very proud of
this.

Then there was Captain Jerry
Shaw, the first pilot to operate
the very first service to Paris, and
became our Chief Pilot.

One of our aircraft landed
with engine trouble at Penshurst
in Kent and burst a tyre. Jerry
told me to get a spare wheel and
take it down to Penshurst in an
old Avro S04K, which we kept
for passenpers who wanted to try
the feel of the air before booking.
We placed the wheel on the
passenger seat and my tool box
on top. With no place for me to
sit, Jerry said: “You sit on top of
the fuselage and I'll strap you on
with this webbing.”

He climbed aboard and
apened up the old rotary engine.
Ot arrival at Penshurst we found

Proud pioneers
on Paris run
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out came the farmer with his
dog. He leaned over the gate and
watched the dog collect the flock
and pass them through the gate
before we landed.

Another personality was
Captain Bill Lawford, who did
more flying on those first trips
than anyone. He always called
everyone from the management
downwards, "'Old Man".

After the passengers were
loaded everyone would be
looking for the pilet. Then Bill
would walk up to the DH 4a
wearing a bowler hat and um-
brefla, climb aboard, place his
hat under the seat, put on his
flying helmet which he produced
from an inside pocket, run his
engine up, shout “‘Chocks away,
Old Man" and at 90 miles an
hour the world was his. — Leslie
Pace, Late Recruitment
Manager, BOAC, Founder
Secretary, 25 Club.

A tip for the

AS a fight mechanic (then
called} 1924-1927, I received 3d
an hour flying pay. On a London
— Paris return I averaged 2s 8d.

The duties and highlights:

On intermediate stations,
through strong head winds, land
and refuel using four gallon cans,
running up and down a 20 ft
ladder lalg: petrol into a
chamois leather covered funnel;

Hand out to the a&m&eﬂ

halt‘ way acmua
1 roll

the ficld covered with sheep, but
one shot from the Very pistol and

and Inllmr. mkerl chicken leg, 1
cake, 1 apple, | orange;

Into a new era ..

Princess El‘lzaheth names the first BOAC Tudur
aircraft “Elizabeth of England”.

Straight and narrow
across the desert

A WIRELESS operator in Royal
Engineers Signal Service in 1920,
1 found myself in 1922, in a small
unit on the West Bank of the
River Tigris, Baghdad where T
was to witness the inauguration
of the ploughed furrow across the
desert from Baghdad to Amman.

A blessing | was to be very

pilot...

Engine changes, dthum]?d
fnilure or time expiring, en
a compass swing — manually
moving the aircraft around
the various poinis of the com-

pass;

Prior to service departure, gll
aircraft doors were sealed by the
Customs officers;

A fying sult anr] helnut on all
flights

thankful for when in fater years
— as wireless operator plus a
fitters toolkit — with Im-
perial/BOAC — ['was to fly
many many weary hours staring
down most times from a height of
under 5000 feet.

By 1928 1 had nearly ter-
minated my army service and
through Ted Hatchett, Imperial
Airways, Heliopolis, was engaged
as wireless operator.

After 5,000 hours on many
types I assisted, in an Atalanta-
tﬂpermnft Captain Wilson, in

e delivery of the first

Australian airmail to Charles
Smith. who had already
pioneered the route with Captain
Alger ‘and Wireless Operator
Jock Sang, through Kopang.

In 1935 1 relieved Ted Hat-
chett in the B.E. Base, Heliopolis

(i
and Mnrmd nﬁm at the end
of a fight presented with 24 6d
tip, and 2s 6d for the man in the
front (the pilot). ~— €. H.
Pearson, Wimbourne, Dorsel.

and i control of a
department which eventually
became the radio maintenance
section for the whole of the
Middle East. — H. Bourne,
Southall.

Atalanta before
flying boats

REMEMBER the Atalanta? —

the Armstrong Whitworth
A.W.15, of which there were four
in Africa, operated the route
from Cape Town to Kisumu, on
Lake Victoria, from 1933 until
the flying boats started operating
from Durban in 1937.

The Atalanta was a high wing
monoplane with a covering of
plywood and fabric over 2 metal
structure built ap of high tensile
steel strip, It was fitted with four
Armstrong Siddeley Serval
engines.

1 imagine there are few people
these days who have ever heard
of a Serval engine, It had a
diabolical contrivance for
starting. the ‘engines known
officially as the *“Viet™ starter. It
worked on compressed air, and
the air accumulator was sup-
posed to be kept fully charged by
a minute compressor about the
size of a thimble.

If, after having pumped on
this thing for about an hour, and
your rlggl arm was completely

paralysed, had mana,
to shift the p:ln?::rer of the pressg
gauge off its zero mark, you wer
doing fine. In these days «
tarmac runways and taxi strips
is a little incongruous to think ¢
an aeroplane fitted with mu
guards, but the Atalanta wa
and believe me, they we
frequently necessary.

Life with the Atalanta w:
seldom a bed of roses.

We had our lighter moment
There was the time when
certain First Officer arrived fi
departure with his “‘tool kit",
large board to which he ha
affixed sundry gadgets of his ow
invention, the centre piece |
which, 1 seem .to recall, was
lavatory dip-stick.

There must be many who wi
recall those days with nostalgi
and maybe a little pride. The flz
we raised has been a bit tattere
and torn by the “Winds
Change”, but then, we al
getting a bit dog-cared ourselve
anyway — F. G. King, Prospe
Salisbury, Rhodesia.

Under false colours

1 JOINED Imperial Airways as a
Radio Officer in 1939, At
Croydon, I was told to report at
the airfield at 7 am. each
morning when there might occur
an opportunity to go up in a real
aeroplane as supernumery on a
‘level flight'! just for the ex-
perience.

On the fourth morning the
weather was perfect, but it so

pened that the senior radic

fticer was absent due to
su:knass The admin, staff said as
the weather was so good it only
required the formality of an R/O
being on board so if 1 cared 1
could go up on my own. I jumped
at the idea.

1 borrowed the absent R/Os
overalls with TWO siripes on the
shoulder and with Capt. Bailey
we set off. Over Gravesend a

TTT signal advised dense fog i
the Croydon area and about 1
minutes later we started to f
into it.

Croydon advised a ZZ Landing.
had learned it only two weel
previously at training school . .
kecping this to myself 1 told th
Captain about Croydon's i
structions. He calmly require
“0.K. you know what to do™".

On touch-down Capt. Baile
turned to me thanking me for th
smooth execution of the Z
procedure and added: “'Not th:
1 would have expected anythin
different, you are obviously
senior R/O by your stripe:
Where are you from?” Imagin
his reaction when 1 told him
was the very first time 1'd eve
been in an aeroplane. — P. R. F
Neves, Bedfont, Feitham.

A

GE-BEE BRAND

GARVIN’S

BULK BUYING
WAREHOUSE

(No ards
AMPLE PAHKING FﬁCILITIES

OPEN:
MONDAY to FRIDAY 8.30 a.m. to 5 p.m.
SATURDAYS 9 a.m. to 12.30 p.m.

Big savings on your housekeeping bills!
FOOD PRODUCTS,
FROZEN FOODS, HEALTH FOODS
HOUSEHOLD ITEMS, etc.

L. GARVIN & CO. LTD.

158 Twickenham Road,
(Opposite ISLEWORTH BRANCH LIBRARY)
Tel. 01-560 7171

isleworth, Middlesex

[nclusive of VAT)

[ 42:%

TOBRITISH AIRWAYS STAFF

DISCOUNT OFF USUAL RETATL PRICES
OF NEW DIAMOND AND GEM RINGS
33 % off Wedding & Signet Rings, Bracelets, etc.
SELLING MORE — MANUFACTURING MORE — REDUCED
LOFTHGS — BIGGER DISCOUNTS

Large selection of Second-hand and Annquzkw:llay we huy
your anwanted jewe

Colour sutalogoe of rings on requnl
Open Weckdays 9.30am 10 5.30pm  Ssturdsys $.30um to'1.30pm
ALBERTS

38 HATTON GARDEN, LONDON, E.C.1
Tel: 01-242 3026

RINGS

We offer:

Free estimates

Write, call or telephane

186 Fleet Road,
Fleet, Hants.
Tel: Flest 4446

CARPETS % % % %

FINEWEAVE CARPETS invite you to call and inspect their
comprehensive range of carpets. (Open 8.00 — 530 Monday to
Saturday. Wednesday early closing).

Staff trained to assist and advise in your selection
Expert fitting by our own properly trained

craftsmen can be arranged within reasonable
distance of either address

Up to 25% discount for prompt payment

ineweave carpets

10 The Arcads, The Octagon,
High Wycombe, Bucks.
Tel: High Wycombe 34520

Choose your carpets
with confidence

from DODSON BULL

o 307% DISCOUNT
ALL LEADING BRANDS
Wilton ® Axminster ® Oriental ® Tufted

Free brochure on request fa Dept BM

LONDON
Eu, Si c
BRIGHTON: -
BRISTOL: 2-1. A,
EL:ISGOW 68,
0S: 12,
HANCHE

STER e
NEWCASTLE- uvau TYNE: 50

DODSON BULL CARPET CO. LTD.

L Dlﬂ hnl.n lﬂ‘“ NDBT.I §1-248 7971

al |
aH1

E
et s: I-n 1Dt rcl [uuzn

32, Pilgrim 1., NEI 856, Tn{‘"nnuzuu
i 48560

\‘iESTELlFFwn 3!A lﬂ lunlwu e, SSOOLG, Tel: Souths

B lm—lfﬂflﬂn"ﬁ-l.JHJ

Fabulous Discounts

BEDDING

FURNITURE
PRAMS

* 100 Slumberland Beds in
Stock Today

* 250 Beds by Relyon, Vi-Spring
and well known Manufac-
turers

* 100 3-piece Suites in Stock
* 400 prams in stock
* Licensed Restaurant

Bedding Centre—FPisase tele-
phone Miss Hurford, Extn. 18

Furniture Centre—Please tele-
phone Mr. Rawkins, Extn. 10

DANIEL of Ealing

96/114, Uxbridge Road,

W.13. 567 6789

BIGGS
FURNISHERS

6/24 SOUTHGATE ROAD
LONDON N.1.
Telephone:

01-254 4385/6

All leading makes of Fumniture
20-25% DISCOUNT
BEDROOM FURNITURE
DINING-ROOM FURNITURE
KITCHEN FURNITURE
LOUNGE SUITES AND
FIRESIDES, BEDDING
DIVANS. MATTRESSES AND
PILLOWS, PIANOS (NEW
ONLY)
All lending makes of Carpets
207
DELIVERY FREE
WITHIN 50 miles
RADIUS OF
LONDON

HOURS OF BUSINESS
WEEK DAYS
9 a.m. to & p.m.
SATURDAYS:
9a.m. tol2.15p.m.

"BUY FROM
AVON FOR A
SQUARE DEAL

16% Cookers

UPTO ARPEL:

UNDERLAY &

o SRR

mati

RSO Measuring Free

FURNITURE BEDDING
Cradit Facilities Available

CRAN FIEI.D CAHPETS LTD

31, 43, 45 Burnt Ash Hill, Lee,
‘SEI2. Tli. 01-857 5323

Up to 30% All Electrical Appfiances

20% —30% Tape Recorders, T.V., Radio,
Record Players

20% —30% W/Machines, Cleaners, Fridges,

Spin Dryers, stc.

LATE NIGHT FRIDAY 8 P.M.

AVON ELECTRICS LTD.

124 UXBRIDGE ROAD, HANWELL W

579 1814/5/6/7

579 2741/2/3/4

CLOSED MONDAY

CYPRUS — *
KYRENIA
British »\’jwar:s staff can stay at the
‘elegant u on Kyrenia arﬁwr

for a6 litie es £2.750 Mils bed and
English breakfast. Privae showers,
baths, some rooms air-conditioned,
TV, bar, restaurant with French and
+ Cyprus culsine,




