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MESSAGE FROM THE CHIEF OF THE AIR STAFF 

The Chief of the Air StcifJ has sent the following letter to the 

Air Officer Con;mand ing-i n-Chief: 

I AM writing to tell you how great is the importance 

which the Government, the Chiefs of Staff and the Air 

Ministry attach to the successful execution of the Air 
Trooping Programme. 

One of the most urgent, if nol the most urgent, of 

this country's needs to-day is to increase as quickly as 

possible the flow of men and women from the Services 

into industry and commerce. This is vita l if the peace

time economy of the country is to be quickly restored 

and if our export trade is to expand on the scale which 

is necessary for our national revival. The principal 

burden of repatriation must of course fa ll on our 

shipping, but during the critical period of the next s ix 

months the shipping avai lable cannot possibly meet the 

requirements of a ll the claimants upon it. There is not 

on ly the problem of bringing men home from overseas 

commands to the UK for demobilisation; released 

prisoners of war of many nationalities must be trans

ported, and there are immense numbers of men to be 

moved back to the Dominions, to India, to the Colonies 

and to many allied lands. 
Since shipping cannot do all this at once, most 

important assistance is to be given by the RAF, and 

we have set ourselves the objective of carrying at least 

10,000 men a month to and from lndia, beginning in 

October. This is a tremendous task on a route which 

has had to be developed under the difficult conditions 

created first by war, followed by redeployment and 

then the beginning of demobilisation, but it is also a 

challenge which the RAF has accepted and in which it 
must not fail. 

l should like you to bring this home to all members 

of Transport Command. ln whatever capacity they 

serve, whether as air crews, flying controllers, main-
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tcnance and domestic staff, or in the host of other 

employments on the trunk routes, 1 should like them 

a ll to know that they are engaged on work of truly 

national importance which will have consequences far 

beyond the immediate fact of transporting men between 

India and this country. Not only do they bring men 

home for release, but in many cases by doing so they 

also release men at home who have been retained with 

the colours until all men of their release group are back 

from overseas. The arrival of one man home may 

result in the release of as many as five other men 

stationed at home. Moreover, speed is the essence 

of the matter. Air transport can restore men to civil 

life with a rapidity possible with no other means of 

transport, and the next six months a re crucial. ' · He 

gives twice who gives quickly." The air trooping 

programme will thus make a real contribution to the 

economic revival of this country. 
It is no exaggeration 10 say that the task which now 

confronts Transport Command is, with the s imilar but 

less ambitious trooping programmes of other Com

mands, the supreme task of the RAF to-day. Nothing 

must stand in the way of its fulfi lment, and everything 

must be done to achieve and if possible surpass the 

target that has been set. T hope that everyone in 

Transport Command will put their backs into it and 

make this undertaking an outstanding success. 

Mars/ta/ of rite Royal Air Force. 



ICELAND LANDSCAPE 
SQUADRON LEADER R. C . RIVAZ, D. F.C . 

How to see Icela nd in a brief period of thirty-six hours? 
- to learn a nd understand and appreciate something o r 
the spirit, customs and trad itions of the isla nd with the 
smallest popula tion, 130,000, o f a ny country in the 
world. 

An Iceland ic a rtist friend, who loves a nd knows 
much a bout this most northern European country 
would provide the a nswer. 

Town life is the same the world over, a nd is only 
varied by dictates of climate a nd trade, but in the 
country the customs and trad ition reveal the spirit of 
the people. 

·'We will go,· ' Ba rbara said , " to the oldest farm in 
Iceland, where I am staying. It is nearly a hundred 
m iles away, a nd we d ri ve eighty miles in a car a nd then 
go fifteen miles on a horse. '' 

It was ra ining. though even so we could sec a 
surprisingly long way. T he road. very na rrow and 
winding, was rough, pitted with crater-like potho les, 
and with a very loose black grit and sa nd surface 
looking like a cinder path. 

We climbed away from the town, with its red-roofed , 
whi te-walled houses, over a range of rocky, nea rly 
black h ills strewn with lumps of lava and seared 
with volcanic craters-'' Like a cross between the 
Highla nds of Scotland and the moon. · ' Barbara 
remarked. 
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The whole of the island is vo lcanic. It was decided ly 
a barren landscape, with hard, jagged, da rk mountains. 
There wer.:: no trees and very little green; wha t there 
was caught the eye by its unexpectedness. T he biggest 
tree was no more than three feet high. 

As we wound down a moun tain-side we could sec 
the road below us snaking to the bottom, where the 
desert-like pla in. as Oat as a la ke, was dark brown a nd 
lava-strewn. T here was a village by some ho t spri :igs: 
we could see the steam rising a mongst the houses, and 
it looked as though in every garden there must be a 
bonfire belching white smoke. Around the village 
there were glasshouses for growing fruit and flowers, 
a nd a ll heated by this natura l steam. The whole of 
Reykjavik is a lso centrally healed from the springs, 
the wa ter being carried by underground pipe lines, a nd 
in the winter the location or these pipes can be seen by 
a line of melted snow a long the roads a nd pavements. 

lt began to get dark, a nd was still pouring with rain, 
with c louds o r spray streaming over the windscreen 
every time we ploughed through a flood. We d rove 
over several narrow iron bridges spanning glacier-fed 
rivers, rich grey-green in co lour, rushing in to rrents 
between steep ba nks. The fishing in Icela nd is some 
o r the best in the world . Deep sea fishing is the c hief 
industry of the island a nd practically their only export 
trade. Iceland lives from the sea, as she possesses no 



raw materials and they all have to be imported and 
paid for by fish. 

The weather is lceland 's worst enemy: there are no 
snakes o r wild an imals to harm you, or wasps or 
mosquitoes- midges, yes- but the weather can kill 
you. January. February and March are the worst 
months, with furious gales and blizza rds, when it is 
possible to die within a yard of your own doorstep. 
Many farmers and shepherds have been killed 
struggling in a blizzard between their barns and their 
ho uses. 

When it got dark Barbara told me of how she and 
her husband lived in the summer: of their long rides. 
seeking out strange places to sec; how they could 
paint a sunset and then turn round and sketch the 
dawn: of camping at the foot of glaciers, and storms 
and gales. of fording noodcd ri vers, with their horses 
figh ting the raging torrents, and how you had to look 
at the opposite bank or else you got 100 giddy from the 
swirl of the water. 

She told me of the native customs and habits, and 
that I must shake hands with everyone I met. This 
practice is common throughout Scandinavia. and is 
more than just a greeting but rather an acceptance of 
friendship. She told me a litt le of the history of 
Iceland, and how the first scnlers had arrived wi th 
their f,i"milies and ca ttle in the year 874. 

The farm to which we were going was built by o ne of 
those first settlers. I heard of the present prosperi ty of 
the island, very clifforcnt from the earlier part o f the 
century, when they were desperately poor and there 
was no coastal shipping. a nd when it was quicker if you 
wanted 10 send a leucr 10 the northern part of the 
island to pos t it to Denmark. where it would go by 
another ship to Akureyri in the north. 

At last we reached our des tination. a farm on the 
edge of a black sand desert. where Barbara ·s husband 
was waiting with the horses. 

The rain had eased off a lot and there was only a light 
drizzle: it had helped 10 show up the trail. as the pools 

H of springs near Reykjm•ik pro1·ide a public /a1111dry 
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of water in the ruts reflected wha t little light there was 
in the sky. 

It was a weird journey that. in the night a nd the 
drizzle and strange unseen country, but with good 
friends. Dark mountains j ust showed against the sky
line, and for the rest it was guesswork. The clopping 
of the horses' hoofs told us whether we were o n hard 
or soft ground, tha t was all. Sometimes they were 
crisp, over rock o r gravel; sometimes muftled on turf. 
or practically soundless over sand. 

It was difficult to see if we were rising or descend ing 
o r on the fla t, unless a hill became particularly steep. 
We crossed a river. a nd then a light showed ahead-our 
farm- and in twen ty more minutes we were there. 

An enormous meal was waiting for us: soup, eggs, 
freshly ki lled la mb-the fi rst o f the season- rye bread 
brought straight from the oven and looking like a dark 
brown cylinder. milk and cofTce. I was a strange r to 
the fa rm, but was welcomed as one of the family. 

T he Icelanders arc a very cultured race and there is 
an exceptionally high standard of education in the 
schools. which arc free. There are no dialects, and 
Icelandic, the purest of the Scandinavian languages, is 
spoken by everyone throughout lhe island in prac
tically the same form as was used in the beginning of 
her histo ry. Most people arc very well read and have 
a very fine literature of their own: in Reykjavik it is 
noticeable the number of bookshops there a re, and 
the a n s a rc appreciated and encouraged. The painter 
is helped financial ly by the Sta le according to his 
merit: he, o r she, is recognised as being o f value to the 
communi ty. Every year a week is dedicated to artists. 
with authors a nd poets read ing their poems and 
passages of their books to their public. painters 
exhibiting their pictures, and music heard and enjoyed. 

T he following morning the sun was shining, for the 
first time for forty days, as though in apology and to 
make up for the wet greeting the visitor had received. 
I looked out on 10 what I had come to see. 

We were in an oasis of green. closely mown grass, 
amongst the black. grey and brown lava- molten rock 
lhat had nooded and bubbled and hardened into great 
rough slabs a nd blistered boulders scauered about the 
bleak but wildly wonderful countryside. Outside the 
farm precincts there was very little vegetatio n and only 
coarse grass, on which the sheep and ponies seemed to 
thrive. 

In the d istance, Hek la, which means a hood. stood 
out clear and strong, a deep blue-black shape against 
the light sky. She was wearing her hood o f c loud, 
which she nearly always does, this time a wispy 
affair only hiding her top. Sometimes it comes right 
clown and shields her altogether. Hekla last erupted 
in 1895, and there is a strong feeling a mongst the 
country fo lk that she is preparing to do so again. T his 
volcano stood twenty miles away, and the lumps and 
streams of lava came right 10 the edge of our farm . 

All around the horizon Jceland ·s mountains spiked 
up in the sky. Some had glaciers on them, great lumps, 
nearly white, clinging to the tops and sides. Right by 



the farm a river sprang out of the lava rock: like many 
others it flowed underground from Hekla. 

All round about, streams of hardened lava swirled 
and twisted and looked like swift rivers struck dead. 
TJ1ere was every possible change of grey, from black to 
nearly white, and every sort of brown from red to 
almost grey. 

Hekla, from which all this lava had flowed, domi
nated the whole landscape: she seemed a lot nearer than 
twenty n,jles away and was continually changing colour. 

Amongst these greys and browns and blacks, the 
green of the farm was homely and comfortable. Very 
little of the buildings could be seen from the outside, as 
their side wal.ls and roofs were turfed over, with cows 
and sheep grazing on top of them. 

Tn the late autumn the cattle and sheep that are not 
slaughtered for food, are rounded up and housed in the 
shelter of these cave-like dwellings. 

Inside, the walls were of stone and hard-pressed mud, 
with heavy beams, black with age. The rooms were lit 
by electricity generated by a small windmill-the 
strength of light depended on the force of the wind . 

After lunch we started on the journey back. A large 
flock of golden plover were gathering together for their 
long flight south. Back at the aerodrome- another 
tour, this time a local one. 

As Malta is a stepping-stone to the East, so Iceland 
is a ha lting-place for the West. Much has been heard, 
and a great deal dreaded, about this northerly staging
post on the route to Canada. 

The main concern has been to make the camp habitable 
a nd comfortable during the long winter months, with the 
short hours of daylight and fearsome gales and blizzards. 
Men on their twelve months' tour, with no chance 
of home leave, are dependent on comforts, relaxation 
and entertainment in the camp, particularly in winter. 

We visited a dispersed signals section. Here the men 
had dug themselves in really comfortably; most of the 
furniture was home made, and the walls of the sergeants' 
mess were decorated with paintings. The huts had 
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A lava-field in Iceland 

been designed so that there was no need to go outside 
more than was absolutely necessary during the winter, 
and the sleeping quarte rs, messes and cinema were all 
con.nected by passages. Each section had its own 
cinemas, many of them equipped with armchairs and 
a bar. We visited messes, sleeping qua rters, cinemas, 
ablutions, kitchens, and my escort said that when there 
are two cooks there a re two things required of them 
- they must be able to cook, and they must be friends. 

Outside, even though the evening sky was clear. one 
was reminded of the need for comfort. Lava, rock, the 
sea, the distant mountains, the s tiff breeze-merely 
hinting at what it could and would do, when Blighty 
must seem a long way out across the North Atlantic. 

At dawn the following morning I left in a Sunderland. 
Flying south-east across this moon-like country, with 
jets of steam from the hot springs, great lava craters 
and upheavals, rocks casting long shadows. AJong the 
horizon dark blue-black mountains with grey, lava
dust-filled clouds sweeping round them, the sun fighting 
with more clouds and streaking through the gaps. Out 
across the sea, flecked with white horses. Good-bye 
to Iceland. Good-bye, 1-Iekla. 



CHABACTEBISTICS 

of Air T1·anspo1·t 

J<' ROM the military point of view the outstanding 
c haracteristic of Military Air Transport is its ability to 
ily anywhere over the earth 's surface. It can take in its 
s tride oceans. deserts, mountains and inhospitable 
coasts. It has the same flexibility over the whole of 
the world as navies possess over oceans. 

Next to its power to roam at wi ll over the world. the 
most ma rked advantage is its a bi lity to cover long 
ranges a t very h igh speeds compared with those 
obtained by other means of transport. It llCbieves th is 
power io carry troops or supplies rapidly, over long 
distances and in any direction wi thout the need for 
facilities o n the ground such as roads or rails. It can 
navigate accurately by means of equipment carried in 
the aircraft and ground facilities a t home bases. For 
a irborne assault, that is to say opera tions involving 
units a nd formations being dropped by parachute o r 
la nded in gliders, it does not even require a n airfield 
a t its point of destinat ion. For the landing o f 
s uppl ies a ll it requires a re those few landing-grounds 
which will enable it lo land its cargoes in the 
v icinity of the forces it serves. No resources must 
be grudged to make these efficient and productive. If 
they are referred to as few, it is to emphasise the smal l 
requirements of air transport as compared with road 
a nd rail. 

The abi lity of air transport to strike suddenly a l 
a lmost any point in a thea1r0 of war gives it power of 
s urprise in a very high degree. This tends to a lter the 
-disposi tions of the enemy who is forced to disperse his 
-defences wide ly throughout the theatre a t the expense 
o f his front line a nd striking force. 

Flexibility between the various ro les o r ai r t ransport 
is attainable in a h_igh degree. Ai r trkl nsport forces can 
at one moment participate in airborne assault opera
tions, and at the next be switched 10 the role or supply 
by ai r, and a week later be employed in a strategic 
movement of forces between theatres or in the ma in
te nance of scheduled air services on local or trunk air 
routes. This is not a mere statement of principle. but 
an illustration of what has been happening in our 
t ransport forces throughout the worl.d. 

Other advan tages of a ir transport a re re la ted to its 
speed of movement. By saving time in movement it 
reduces vulnerability a nd ties up fewer highly trained 
personnel and less special ist equipment in transit. It 
also enables new weapons or other equipment to be 
in troduced more quick ly in theatres remote from 
centres of production; and makes possible closer and 
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more frequent consulta tion between Commanders. 
stalf a nd units. lt can carry casualt ies, urgent medical 
supplies, mail a nd welfare items more quickly and 
directly than surface transport. In doing so it saves 
li fe and assists morale. 

It is inevitable that at th is early stage in the develop
ment of ai r transport the striking advantages which 
have been enumerated should be partly offset by 
certain limitations. Pessimists regard these limitations 
as ones which will always apply to air transport. 
Enthusiasts are confident that future research and 
development will reduce or banish existing dis
advantages. 

Ai r transport suffers from two main limitations. Tn 
the fi rst place transport a ircraft are unable to lift very 
heavy or very bulky items. T he second main limita
tion is weather. The effects or weather on fly ing differ 
largely in va rious parts of the world and at different 
seasons of the year. On the who le we arc learning io 
overcome the problem of weather as it affects opera
tions throughout a period, but it can still absolutely 
prevent us executing a requ ired operation at a precise 
t ime. The same applies to seaborne invasion, but not 
to road and railway traffic, except insofar as bad roads 
can be made impassable by heavy rains. 

There is another apparent limitation which is more 
imaginary than rea l. but which is o ften allowed to 
weigh t the scales against a ir transpo rt. This limitation 
is the fact that air t ransport is more costly than surface 
movement in di rect manpower employed for each ton 
lifted. T his is, however, often outweighed by the 
military or economic va lue obtained by the rapid 
movement of the cargo. 

A word of warning is necessary in explanation of the 
present inability of air transport to lift heavy loads. 
While we must freely admit present limitations in 
weigh t of single loads, we must nevertheless bear in 
mind the fact that the aircraft can shuttle between its 
supply base and its destina tion at a speed which leaves 
other forms of transport far behind. For instance, a 
York freighter ai rcraft can to-day ny to Colombo and 
back fou r limes in a month. No doubt under normal 
peac•;: conditions this could be increased to between 
five and six return flights a month. Probably a tram p 
steamer would in peace time make some four return 
trips in the year. In a given period therefore the a ir
craft wi ll make about fifteen trips for each one per
formed by the cargo steamer. A recent flight by one 
of our freighters to Karachi and back- a journey of 



some 10,500 miles- was carried out in under 48 ;\- hours ' 
flying time and only 65¾ hours' elapsed time. -

The strategic employment to-day or military a ir 
transport is still limited by the size and capacity of our 
aircraft, and the size of our transport fleets. lt is clear 
that fifty yea rs from now, and pro ba bly much sooner, 
both these limitations will largely disappear. By then 
the civil air fleets of the world will bear the same rela
tion to strategic movement by air as our merchant 
marine to-day bears to strategic movement by sea. 
Even to-day, however, a ir trans por t is able to assume 
important responsibilities in the strategic role. 

Jn the first place, under wise administ ration and in 
collaboration with tJ1e merchant marine, it can provide 
the three fighting services with the means o[ rapid re
deployment in overseas theatres. This redep loyment 
must necessarily assume the form of redeployment 
between bases already stocked by sea transport, or 
from local resources with such heavy stores, equipment 
and repair facilities as cannot economically be carried 
by air. 

Tn the case of the Royal A ir Force one must expect 
to find fuel, bombs and vehicles together with other 
heavy equipment, ready and availa ble in the new 
theatre. Personnel and machine tools for major repair 
must a lso be available either from civil or ser vice 
resources. Given pro perly o rganised bases, squadro ns 
and the personnel required for their immediate servicing 
and operatio n can be made 0exible at high speed and 
short notice th rougho ut the world. We reckon that 
a Lancaster squadron could be moved between the 
Midd le East and N .E. lndia by about 11 0 York ai r
craft in two days. Jf, however, one red uced the air 
party lo the minimum essentia l to work the squadron 
for the period of, say, two months, by which t ime the 
remainder, despatched by sea, could ca tch up their 
squadron, the number of York aircraft required would 
be only 33. If each tr a nsport a ircraft did two trips, the 
total time of the movement would be six days and the 
number of aircraft halved. Approximately 1,500 York 
sorties are required to transport a Light Division of the 
Army. The Light Division is an Army fo rmation 
specially constituted with a light scale of equipment 
a nd weapons so as to be ent irely capable of carriage by 
air. lf this number of York aircraft were avai lable it 
would be possible to transport a division from the 
Middle East to India in 48 hours. If only half the 
number of aircraft were ava ilable, the move would 
take five o r six days. ] t is important to remem ber that 
the force could be lifted from its existing loca tion in 
Egypt and taken direct to the area in wh ich it is 
required. 

The extent to which air transport can assist the 
strategical redeployment of the Navy is less tha n .its 
aid to the Air Force and the Army, but it would be 
wrong to assume that the Navy does not need the help 
of strategic a ir transport. There will a lways be key 
personnel a nd vital items of equipment, the rapid 
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movement of which will t..: essentia l to enable fleets 
to redeploy rapidly in new theatres. 

Another main strategic respons ibility which in
evitably devolves on the military air transport organisa
tio n. is the despatch and control of re inforcement 
aircraft to theatres overseas. Wastage of reinforce
ment a ircraft and crews in passage to the new theatres 
may assume a larming proportions if careful attention 
is not given to prepara tion a nd organisation. The 
preparation of crews and aircraft for Jong ferry flights 
overseas is not as simple as at first s ight appears. In 
the first place, the aircrews will probably have been 
trained in this co untry or Canada and will have no 
knowledge of conditions and climate in other parts of 
the world. Equally their experience will of necessity 
be limited to the training given to aircrews destined for 
Bomber, Coastal o r Fighter Squadrons, and they will 
have no special experience in the control of their 
engines to obtain the maximum endurance often 
required for long flights over the sea. Further, there is 
the point tha t the a ircrew, leaving his Operationa l 
Training Unit fo r a ho me squadron, is under the d irect 
supervisio n of his Flight, Squadron and Station 
Commanders. On the other hand, a ircrews despatched 
on reinforcement flights fly from Staging Post to 
Staging Post where they are not personally known and 
where much more is necessarily left to their own 
initiative than would be the case in a sq uadron. T he 
aircraft require scrupulous inspection a nd a ir tests 
before being despatched on long trans-ocean flights . 
Engine consumptio ns require to be tested under 
conditions of long-range flights. Measures such as 
those described together with adequate briefing of 
crews for their long delivery flights will reduce wastage 
to a minimum. U nless this problem is treated as o ne 
requiring careful organisation, wastage and delays 
accrue in a n a larming ma nner. 

1n support of our forces in the various thea tres, a ir 
transport provides r egular services for the carriage of 
key personnel , equipmen t, despa tches, troops' mail 
a nd o ther essential welfa re items. 0 11 their re turn 
journey these a ircraft carry key personnel including 
la rge numbers of return ferry aircrews, mails and 
casualties clue to sickness or action. The number of 
services required to fu lfi l this role is growing from day 
lo day a nd is a tribute to the fact that Service a nd o ther 
departments realise increasingly the va lue of time and 
the advantages gained by q uick passage. 

ln war, when the efficient use of resources is the 
arbiter governing their movement, the advantages of 
air transport become strikingly a ppa rent. Tn peace, 
when money considerations are more likely to prevail, 
the initial cost of the air passage provides a deterrent 
to many business firms and private individua ls. 1n 
due course, however, in peace as in war, the ma ny 
advantages of air transport will become apparent a nd 
the value of the time saved more clearly recognised so 
that air movement will be va lued o n its true merits . 



AIRBORNE UP TO 30 HOURS 
FLIGHT LIEUTENANT ROBERT RUSSELL 

UNDER American Lend Lease many types of land
aircraft have been ferried to the U.K. via the North 
Atlantic and its staging pos ts, but little has been heard 
about the flow of Flying Boats which were emerging 
from the Consolidated factories in San Diego, Cali
fornia. 

The Catalina. referred to more generally in the 
Service as the "Cat " or the '· PBY, · ' was produced in 
large numbers a nd was being flown in a continuous 
stream over the longest !rans-oceanic route that was 
covered by a ny aircraft at tha t time. These planes were 
flown by U.S. Naval crews from their Californian 
factories to the British reception unit at a small town 
in North Carolina called Elizabeth C ity. 

From this base senior civilian pilo ts of Transport 
Command were allotted their individua l p la nes for 
onward delivery to Scotland. The crews were made up 
of seven, two pilots. two engineers, two radio operators 
and one navigator. The co-pilot was usually a freshly 
trained RAF pilot from one of the British Training 
Schools in the United States. 

The route fo llowed was from E lizabeth City on the 
eastern seabonrd to Bermuda, and rrom Bermuda 
direct to Scotland. Study of the map will show that 
the d ista nce from Bermuda 10 the Scottish coas t is 
approximately 3,300 statute miles, a far greater distance 
tha n over the more common North Atlantic route 
from Newfoundland to Scotland, w hich is under 2,000 
miles. 
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Why did these planes fly the longer route? The 
a nswer is that they were unable to use the North 
Atlantic bases in the winter because the landing a reas 
became frozen over. The service sta rted in the winter 
as the planes were then urgently needed in Europe, 
a nd ferrying them over was the only way of gelling 
them there quickly. 

The Catalina, with its two 1250 h.p. Pratt a nd 
Whitney radia l engines, was a flying-boat of stout 
construction, with the s low Economical Cruising Speed 
of 110 knots. It was fitted with additional long-range 
petrol tanks, giving it an airborne duration of thirty
three hours, and full de-icing equipment. This latter 
was very necessary, for the cei ling of the Catalina was 
about J0,000 ft. and sometimes icing conditions were 
encountered almost continuously for fifteen hours on 
end. 

The first part of the crossing- from E lizabeth City 
10 Bermuda- was as unexciting as a trip in the tube 
from one end of London to the other. Usually it was 
carried out a day or two after the crew had a rrived in 
the States from the Canadian Headqua rters in Mon
treal. The nigh t, lasting about five or s ix hours, was 
used as a check flight for the testing of a ll equipment 
and for determining the fuel consumption of each 
engine . 

It was no t until Bermuda was reached that the sense 
of urgency, the possible dangers of weather conditions, 
and worry over the reliabili ty of the a ircraft became the 



predominant factors in the minds of the crews. A t 
Bermuda the planes were given immediate pre-Atlantic 
inspections, trial flights and very detailed checks. 
Then they were loaded, re-fuelled. and buoyed 
up in the sheltered waters of the coral islands of 
Bermuda. 

The only problem left was the difficu lt one of choos
ing the right day for departure. The kind or forecast 
required had to combine good flying conditions over 
the route, tai l winds, and good terminal and base 
conditions. As a matter of interest tlw trip of 3,300 
miles could nol be completed within the safe fuel limit 
unless there were fo llowing winds averaging about 
fifteen to twenty knots throughout the journey. 

This vast stretch of ocean was a riddle Lo the most 
experienced meterologist, for the span of water to be 
crossed lay in zones that were se ldom used by ships, 
and weather reports just didn ' t exist. The entire map 
forecast was done by complete co-operation between 
the Met. stations s ilOated round the Atlantic ocean. 
The resultant forecast map was the only information 
the captain had for his guidance. And, of course, the 
forecast had to be made out 36 hours in advance, for 
the flight plan was usually in the neighbourhood of 
24 to 27 hours . 

By first light on departure day all crews were up, 

J11speclio11 and 111ai111e11a11ce al Bermuda. A CORONADO 
can be seen i11 1he hangar. 

flight plans were completed and, across the water the 
engineers could be beard testing the engines. Even 
when the planes were all but ready for the take-off the 
Met. department were working feverishly on the latest 
amendments, and more than once flights were cancelled 
while planes were actually taking off. The early 
departure was unavoidable if the planes were to arrive 
at a suitable time the following day, but this meant 
they had to take off before the latest weather report 
had been received. Throughout their long trip constant 
alterations in the forecast would be radioed to the 
individual planes. No flight was ever sure of completing 
its miss ion until the point of no return had been 
reached. Then onward flight was the only choice. 
Weather fair or foul had to be encountered a nd dealt 
with entirely at the discretion of the captain. 

Fuel was a vital factor on these long nights, and had 
to be conserved to the last drop ; in particular, changes 
in altitude had to be avoided because of the enormous 
consumption of fuel involved in climbing in a heavily 
overloaded flying-boat. 

So these pioneers in long-range all-weather flying 
ploughed on over the stormy Atlantic waters, often 
diverting their course by one or two hundred miles to 
o utflank some extreme turbulence which would have 
proved too much for the ai rframe. 

Hours passed slowly on those fl ights. Time seemed 
unending from the hour the sun rose until it began to 
set and night closed in. Once again the sun rose, and 
was beginning to s ink again as the weary crew munched 
frozen sandwiches and began at last 10 see the welcome 
sight of the Jrish coast. Jt had been a long, long trip 
blll it was a job well done. The roar of engines fades 
out and the splashing boats come to rest in the Firth 
of Clyde. Twenty-seven, maybe thirty, hours in the 
air. Another Catalina delivered. 
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* * * * * * * 
* * 
* Wanted * 
* * 
* * * * * * * 

'I'RANSPOl?T COMMAND REVIEW has 
achieved its third number, but still needs con
tributions, particularly from Units overseas. All 
in the Command who can produce 

ARTICl.ES 
DR.4W1NGS 
PHOTOGRAPHS 

which concern the life and work of the Com
mand, are urged to send them to: The Editor, 
TRANSPORT COMMAND REVIEW, Bushy Park, 
Teddington, Middlesex. 

* * * 



Extraa.from a speech in the I-louse ef Commons on October 12 , 1945, by the Under-Secretary· 
ef Stow for Air, MR. JOHN STRACHEY, M.P. 

RELEAci\SE IN THE RAF 

1N order to observe the principle of the age and service 
group as between the men at home and the men over
seas, an immense and urgent transportation task arises. 
Thal is the task or getting the men home from the Far 
East, flaly, and all over the world; and in that task the 
Royal Air Force is imperatively needed. l wonder if 
the House quite realises-I did not realise it until 1 got 
the figures put before me and added them up- the 
immense magnitude of the transportation task which 
faces Transport Command, and not only that Com
mand-it is wider than that-in the next nine months ? 
1t turns out that between now and 30th June next we 
have to meet a task of moving almost exactly 1,000,000 
men and women over various journeys. That is a 
transportation and trooping task of a magnitude which, 
I suppose (with the except ion of the repatriation task 
faced by the USAAF last summer over the Atlant ic with 
much greater resources), no Air Force in history has 
ever dreamt of facing before. The over-all release scheme, 
the indispensable leave schemes from the Far East, the 
return of men after their tour of duty in a ll three 
Services-none of those can be looked at unless the RAF 
can move those million bodies in the next nine months. 

That is a task which bears most heavily on the 
RAF, and, in addition to the very big role which, as I 
have just said, it is called upon to play in meeting our 
world-wide commitments, it means that we need a 
larger proportion of the Force, 58 per cent as compared 
with 52 per cent of the Navy, to be retained within the 
RAF next summer. It means that between 600,000 
and 700,000 men- add the figures up yourselves-are 
needed in the Royal Air Force next midsummer. Those 
two reasons will account in the New Year for the 
smaller rate of release from the Royal Air Force as 
compared with the other two Forces. 

Think what would happen, for example, if we, facing 
that transportation task, released a rapid ly increased 
number of men. That transportation task cannot just 
be done by anyone. It cannot be done by new recruits. 
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Hon. Members have mentioned the question of intake. 
lt is a valuable suggestion and will be taken up, but I 
am afraid we should delude ourselves if we thought it 
would help very much in the short run. You cannot 
put on to this enormous trooping job any but 
experienced men. l do not mean merely experienced 
pilots and navigators. Those are very important, but 
l mean also men experienced in maintenance tasks 
both here and at the staging posts which have to be 
made from here to Singapore. 

It may interest the House to know that Transport 
Command makes a rule that two full journeys to the 
Far East and back have to be made by each crew 
which goes out, carrying freight only, before they carry 
passengers. Yet even with the very great efforts which 
we make in the interests of safety there probably will 
be crashes and accidents in an immense task of that 
sort. Tf we relaxed in the very slightest, or allowed our 
experienced men to go, l am afraid that the accident 
rate might become one which this House could not 
possibly allow to continue. In all, we calculate that, 
during the six months of next year (and not merely in 
Transport Command, because half at least of Bomber 
Command will be engaged in the task, and counting 
the share of Maintenance Command and the training 
and auxiliary services which are backing up the trans
port services) some 40 per cent of the entire man-power 
of the RAF will be engaged in this transportation task. 
The switch-over of man-power from the war-time tasks 
of the Royal Air Force to this new task having to be 
carried out at the same time as hundreds of thousands 
of men are going out of the Service, is a problem of 
remustering such as no Service has ever had to face 
before. Because, then, the RAF is the most economical 
way of meeting our commitments and because of this 
huge transportation task, the rate of release which we 
thought it safe to forecast for the first six months of 
next year is an appreciably slower one than is possible 
for the Army and the Royal Navy. 



P.IOTOS I:Y I,.,\ ,C. D. A. , ·1:,.,-0:,; 

WHERE DO WE GO FROM HERE? 
A COLD grey dawn- o r a crisp. bright morn ing ; 1t s 
just another busy day for the WAAF at the Croydon 
reception centre. Soon the passengers from London 
wi ll be arriving. They will be of all sons and tempers 
- men and women in uniform, Government officials, 
a nd civilians- experienced or excited, anxious or 
frustrated- aliens, refugees, business men, mothers
yes, and their children. As soon as the bus arrives, 
travellers besiege the counters. buttonhole anyone in 
RAF or WAAF unifo rm. 

The questions and the problems pour out in a 
confused, unending stream. Quickly rhis varied crowd 
is marshalled into an orderly line. passing from counte r 
to counter. through Security, Customs. Currency. 
' ·Your ticket, please. sir?" "Have you your pass
port?" (Always some are mislaid.) Somebody's 
baggage is unaccountably miss ing. It is still in 
the bus, o r may be left at the booking centre. 
" May l take this wi th me?'' ''Can you tell me 
how to get to the - - Hotel in Paris?" "What time 
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do we start?' · '· At what hour is it that we arrive?' ' 
H sounds like a page from an elementa ry language 

guide. If the questions are many, the answers are 
quick. Experience has taught the WAAF officers and 
clerks the answers to almost every question that arises 
and they handle the busy scene with quiet efficiency. 
They must be receptionists, guides, comforters, even 



When //1e WA AF officer sees rhe fir.1·r plane ojj; rite day 
has only j usr begun. BELOW : S0011. arrii>a/s .from rite 

Conri11enr increase rltC' flo w of rrajfic. 

nursemaids, for someone mus t hold the baby while the 
tickets arc found. 

When al l forma lities are over, passengers are 
gathered in the waiting-room overlooking the tarmac. 
If their wait is long, the WAAF officer must employ all 
her tact and patience. As soon as ta ke-off is assured. 
she takes the passengers out to the aircraft, checks them 
off on her passenger register as they climb the gangway, 
a nd fo llows them in to distribute lunches and help to fix 
safety belts. This done, and having wished the pas
sengers a good voyage, the WAAF officer closes the 
door and watches the aircraft away. And a lmost at 
once the a rriva ls from the Continen t come in to land. 
More people, more babies, more questions-"Where 
do we go from here?" A busy day for the WAAF. 



.HI e teo,·o logical Con di tions 

the St,·atosplie,·e 

This article by W ING COMMANDER D. A. DAVIES, M.Sc .. F.l11sr.P., Command Meteorological Officer, is 
necessarily a brief and simple summary of the ii!formation available, mainly gathered from Air 
Ministry and American publications and manuscripts. Most of the figures relating to heights, winds, 

etc. , should be regarded more as a general guide than as statements of fact. 

D URING the war which has just ended great advances 
were made in aircraft design, one of the most out
standing results being the development of high a ltitude 
flying. As a legacy to transport aviation the war has 
left much accumulated knowledge of the technique of 
high altitude flying, and one of the major factors to be 
considered is the weather conditions encountered at 
great heights. 

The atmosphere is the name given to the air and 
water vapour which surrounds the earth. ln the lower 
atmosphere there is a general decrease of temperature 
with height. This part of the atmosphere is known as 
the troposphere. Above the troposphere there is no 
further decrease of temperature with height and there 
may even be a slight increase. This upper part of the 
atmosphere is known as the stratosphe-re. Between the 
stratosphere and troposphere is a transitional zone 
called the tropo_pause. 

The height of the tropopause varies very considerably 
with latitude. The average height near the Equator is 
about 57,000 ft. ; in the latitude of Cairo it .is about 
48,000 ft. ; in the latitude of London it is about 
35,000 ft.; near the Poles it is about 30,000 ft. , but 
owing to paucity of observations the precise vertical 
structure of the atmosphere near the Poles is uncertain. 
There is also a marked seasonal variation in the height 

of the tropopause especially in middle latitudes, the 
tropopause being higher in summer than winter. Jn 
latitude of London the average summer height is 
36,000 ft. and in winter 34,000 ft. 

As is to be expected, very low temperatures are 
experienced in the stratosphere and there is a marked 
change of temperature with latitude. This strato
spheric temperature change is the opposite to the sur
face temperature variation. The average temperatures 
of the stratosphere in the tropics is about - 75 ° C.; in 
the middle latitudes it is about - 55 ° C.; and in polar 
regions it is about - 50 ° C. 

Weather in the Stratosphere 
The fact that there is no decrease of temperature 

with height in the stratosphere has a very importan t 
bearing upon the weather experienced at such heights. 
Jn the troposphere a moving air mass normally has a 
vertical motion in addition to the horizontal motion 
which is familiar to us as the wind. It is the cooling 
caused by the vertica l ascent of such an air mass which 
is responsible for the formation of clouds and precipi
tation. Vertical currents in the atmosphere cannot 
persist in a layer of air in which there is no vertical 
decrease of temperature, so that whereas in the tropo
sphere movements of air masses may take place in 
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horizonta l and vertical directio ns, in the stra tosphere 
there is only horizontal motion. The meteorologist 
descri bes this state of the stratosphere as one of 
stability. Since it is vertical currents which cause 
bumpiness to a n aircrart in flight, it follows that fligh t 
in the stratosphere will be characterised by smooth 
flying. Jn the regio n of the tropopause, however, 
there may be turbulent condit ions accompanied by 
bumpiness. 

The atmosphere is a t all times a mixture of dry air 
and water vapour, a nd a measure of the amount of 
water vapour present is the humidity of the atmosphere. 
The amount of wa ter vapour which Lhe ai r can hold 
without condensation taking place decreases with 
temperature. It is for this reason that clouds and 
precipitat io n arc formed when a ir is cooled by rising. 
At such very low temperatures as a re experienced in 
the stratosphere the a mount of water vapour in the ai r 
is very small a nd, as explained above, any incursion of 
moister a ir from the troposphere by vertical currents is 
p revented by the stability of the stra tosphere. Clouds 
a re therefore o f rare occurrence and a ny which do 
occur a re very thin and diffuse. lt a lso follows that 
there is no precipita tion and, most impo rta nt of all, no 
icing- either of the a irframe or carburettor. 

Stratosphere flying therefore means smooth flying in 
clea r air with no dangers due to icing, but it must be 
remembered that such operations will sti ll involve 
ascent and descent through the troposphere where a ll 
the familiar weather hazards are liable to be encoun
tered. An aircraft descending through the troposphere 
after hav ing flown for severa.1 hours in the extremely 
low temperatures of the stratosphere wi ll be particu
larly liable to ice accretion, which may prove to be a 
more serious hazard to an aircraft designed to operate 
in the stratosphere than it is to the present types of 
aircraft in genera l use. 

Winds in rhe Stratosphere 
Until recently the only accurate method o f obtaining 

upper wind observations was by means of pi lo t
balloons and as these could only be observed to strato
spheric heights on clear days when upper winds are 
comparatively light, earlier records o f winds in the 
stratosphere all referred to days of clear weather a nd 
light winds. These records showed a very pronounced 
decrease in wind speeds above the tro popause. 

Upper wind observations are now made by radio 
and radar methods, and in recent years great advances 
in the technique of both methods have been made 
especia lly in this country. The observations obtained 
by these means are much more representative of general 
conditions in the stratosphere since they are made in all 
types of weather. The results of such observatio ns 
over the British I sles reveal that, whereas there is 
norma lly a decrease in wind speed with height in the 
stratosphere, it is, during the winter months, only a 
very slight decrease. Over Salisbury Plain, for example, 
the mean vecto r wind in winter changes from 323° 
37 m.p.h. a t 36,000 ft. to 308° 31 m.p.h. a t 56,000 ft. 
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The corresponding means for summer are 285° 29 m.p.h. 
a nd 290° 9 m.p.h. 

An estimate of mean winds at 35,000 ft. and 50,000 ft. 
over the N. Atlantic has recent ly been computed at the 
Meteorological Office, A ir Ministry, using upper a ir 
charts published by the US Weather Bureau. These 
results arc interesting s ince they no t only con.firm that 
in the winter months over the whole N. Atlantic the 
decrease in wind speed from 35,000 ft. to 50,000 ft. is 
in general small, but a lso because they reveal that in 
some parts of the N . Atlantic very strong winds are to 
be expected a t these heights. On the direct route U K 
10 Canada the mean wind speeds at these heights are 
of the order of 40-50 m.p.h. from a westerly direction. 
1t is important to remember that these wind speeds are 
estimated 111ea11 winds and that the 111axi11111111 winds 
will be considerably more-probably twice as great in 
many p laces. 

According to a n American publ icat ion, the minimum 
wind speeds in the stratosphere in midd le latitudes an: 
reached a t 60,000 ft. (i.e. well up in the stratosphere) 
when the mean wind speed is of the order of 20 to 
30 m.p.h. 

Jt is therefore evident that in p lanning for strato
sphere flights still ai r calculations will not be acceptable 
and appreciable head winds must be catered for. 

Reduced Air Density 

A factor of fundamental significance in the design of an 
aircraft is the density of the ai r in the regions in which 
it is intended to operate. At the tropopause, i.e. the 
base o f the stratosphere, the a ir density in middle lati
tudes is about 30 per cent of the sur face air density. 11 
continues to decrease with height in the stratosphere, 
and at 60,000 ft. it is about I O per cent of the surface 
density. Small variations in the design o f aircraft may 
therefore make substantial differences in the maximum 
heights to which they can operate. 

" BI ark" Sky 

Flight in the stratosphere has some remarkable effects 
on the appearance of the sky and earth . To observers 
on the earth 's surface the atmosphere acts to a certa in 
extent as a protective screen fro m the sun 's rays. Al 
stratospheric heights this screen is very much thinner, 
so that the sun appears much brighter. The blue 
of the sky is due to a phys ical process known as the 
"'scattering" of sunlight by the individual molecules 
constituting the air. The ·' scauering·• effect is con
s iderably reduced at such heights and the sky appears 
a darker colour. lf ascen t in the stratosphere is con
tinued the sky continues to get darker and at 60,000 ft. 
the zenith sky is sa id to appear as black as night. 

Sunlight is reflected from the upper surface of clouds 
and an even clo ud layer when viewed from above in 
sunlight appears dazzlingly bright. Similarly the 
earth 's surface tends to become brighter with height, 
and the increasing brightness makes it difficu lt to 

(Co111i1111ed 011 page 16) 



STONEY CROSS was open to t!te public 011 RAF Day i11 co111111e111oralio11 of t!te 8 :1ttle of Briu1i11. M;re 
t!ta11 12,000 people came 011 foo t, 011 bicycles, 111it!t prams, or in cars (t!tere is 110 public tra11sport service 
past t!te airfield) a11d £1 18 was collected for t!te RAF Benevolelll Fund. T!te clircraft 011 s!tow received a 

co11stalll stream of visitors and great im ercst was s!,011111 i11 all t!te e.rl1ibits. 

(Co111i1111ed from pre1·iu11s page) 

recognise details of the ground when viewed from 
stratospheric levels. 

Ozone and Ultra-Violet Rays 

Jt is genera lly well known that sunl ight can be spli t 
up into a number of rays or differing wave-lengths. 
T he rays of very short wave-length are known as ultra
violet rays- lhey a re invisible, being outside the range 
of the band of visua l rays. Al surface levels much of 
ultra-violet rad iation is absorbed by the atmosphere, 
and in their weakened form the effect of the rays on 
human beings is merely lo produce --sunburn'' . At 
great heigh ts the intensity or the ultra-violet rays wi ll 
evidently be stronger, and while it seems that no adverse 
effect o n ai rcrews operat ing in the · stra tosphere has 
yet been observed, some form or protection may be 
necessary if still higher flights should be undertaken. 
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One or the effects or ult ra-violet rays on the oxygen 
present in the a tmosphere is to produce ozone. Most 
o f the ozone in the atmosphere is found in a layer above 
65,000 ft. The extent (if any) to which a ircraft flying 
in !his layer may be adversely affected by the high 
ozone conten t is uncerta in, but it is known that large 
amounts of ozone affect metals and electrica l 
eq uipment. 

In conclusion it should be stressed that, a ltho ugh 
much has a lready been learned about meteorological 
conditions in the s tratosphere, much more remains to 
be learned, and wi th the more extensi.ve use or ra dio 
and radar equipment and, of course, high-flying air
craft, the present store of meteorological knowledge or 
the stratosphere wi ll be continuously increased un til it 
will be possible to give more defin ite answers to the 
questions which air-planners ask. 



ON 

CAPTAINCY 

A NEWLY-Al'POINTED captain of a Liberator in Trans
port Command remarked that he hoped he would 
never have to carry any passengers, only freight. 
Asked why, he said: '' Freight ca11 ' t answer back.'' 
In explanat ion he went on: '' J know a captain who 
ca rried a YIP. When the YIP asked about the weather 
a head, the captain to ld him it was a bit sticky. After 
they had landed, the V IP reported him fo r spreading 
despondency and despair amongst the passengers. 
And, · ' he added, " tha t ·s why I don 't want any 
passengers.· ' 

A deplorable outlook. 
The first pilot of an aircraft is the captain and as 

such a very importa nt person. He ca rries on his 
shoulders the full responsibility for his passengers and 
crew, his aircraft a nd the success of the trip. Whether 
he is a good captain or a bad one- a nd there are both
he is still in command and his passengers and crew 
have to fly with him whether they like it or no t. 

lL is important tha t passengers should know 
thei r capta in before they fly with him. There have 
been occasions when passengers have not had the 
remotest idea which member of the crew might be in 
comma nd and their ignorance has lasted throughout 
a whole trip. Capta ins should take the opportunity of 
introducing themselves lo their passengers before 
taking off: not only will it give them an opportunity to 
see who is to fly them but also the captain can learn a 
little about the attitude of his passengers towards their 
trip. Prior to their flight they have been treated with 
tact, care and consideration. They may be seasoned 
travellers; it may be their flrst llight. Whatever their 
fee lings, nervous, exci ted, apprehensive o r merely bored, 
they should be able to have confidence in their captain 
and respect his authority. Whatever his rank, and no 
ma tter how high ranking his passengers may be, he is 
still in command. 

Jt has t een aptly remarked that a captain should 
have a good .. l:edside ma nner. " H owever much of 
a commonplace the route may l:e to him and his crew, 
it will not be so to all the passengers. A brief survey of 
the route when the captain briefs his passengers just 
l::efore take-off will be of interest to them. They 
might like to know a t what height he intends to fly
this is nearly a lways of intere$t to the novice- as well 
as a ground s1:eed and ETA. 
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A captain 's job is 110 1 an easy one. His flying must 
be of the highest o rder. He should be a ble to have 
complete control of the ai rcraft and fly with confidence 
in the most adverse conditions possible to that par
ticular type of aircraft. He should be capable of 
making important decisions, particularly as regards 
·weather conditions he intends lo fly through, where he 
has to consider both the safety of his flight and the 
comfort of his passengers. On him rests the sole 
responsibility as to whether he takes off, and when. 

Througho ut the whole trip the captain should keep 
fo touch with his passengers, either personally or 
through one of his crew. Features of in terest on the 
ground might be pointed out, or an occasional chit 
giving height, ground speed, o r revised ETA, or news 
bulletins can be handed round. Jn bad weather a visit 
from a member of the crew helps a lot to cheer a 
nervous passenger. The engineer should be told to 
adjust the heating when necessary. 

On long flights such as those to Ceylon it should be 
remembered that passengers have a ted ious and tiring 
time and must remain in the same aircraft througl1out 
t he entire tri p, whereas the crew probably slip at !east 
twice, with ample opportun ities for rests. Towards the 
end of a long journey a captai n should be particularly 
solicitous lo his passengers. 

During the who le time he is away from base the cap
ta in is on duty and might be considered a detachment 
commander with the discipline of his crew a nd the com
fort of his passengers in his care. He should be 
meticulous as to his behaviour and appearance both in 
the air and on the ground. SmRrtness a nd discipline go 
together. 

Transport Command crews are to be seen all over 
the world, a nd by their conduct the reputation and 
prestige of Transport Command, the Royal Air Force, 
and of British pilo ts are judged. 



The se/fee is made from obsolete drogues, scrap .\'Orbo 
rubber and springs _from U.S. l'ehicles. The picture to rhe 
leji was pain red by an Italian co-opera1or ou balloon fabric . 
A scrapped acid bo1tle provides a po1 for 1!,e p/c1111 011 
1he mantelpiece. The Command crest is painted 011 a 
piece of t1 1ea c/1es1. The slrmdard lamp i.1· built from odd 

leug1hs of limber. 

THE traveller in the Middle East cannot help but notice 
the ,1ltractivc furnishing and decoration throughout 
many of the Staging Posts and Air Booking Centres of 
21 6 G roup. These arc not the results of lavish expendi
ture but of the work and ingenui ty of a section known 
as · ' Passenger Services.'' 

Started in October, I 944, wi th one officer, a few 
Italia n co-operators of va rious trades, and one or two 
skilled airmen craftsmen, and working in a studio-cum
workshop, the section has developed in to an organisa
tion whose products arc ample evidence of their 
ingenuity and ski ll . 

Their aim is to supply all sorts of furnishings un
obtainable through no rmal equipment channels and to 
provide passengers with a measure of comfort and 
some pleas ing surroundings: books to encourage units lo 
build up libraries for passengers' use; magazines (5,500 
per week) for use in a ircraft and wait ing rooms; ticket 
envelopes complete with hints and instructio ns to 
passengers: well laid out a ircraft notices: Squadron 
crests; a sma ll a mount of s tandard furniture; ash 
trays made from pistons, bomb fins and shell cases; 
lamp stands a nd shades; crested notice boards; direc
tion signs; o il paint ings and mural decorat ions: repro
ductions of posters, which a re framed on the units; 

Leji: A fable 1vi1h dural 1op made _frnm a bomb-fin. The 
pas.Yenger gang way a11d 1he luggage trolley shown below 
are e111irely made from scrap mewl and old fiKhler 1ail
wheels. The chair is built from s/10r1 le11g1hs of leak, !he 
sea-grass sem and back being woven by 1w1ives. The 
1101ice-board, al!hough com1ruc1ed by 1he Works 
Direu orme, is designed a11d finished in the section 's 

workshops. 
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vases; cushions; Transport Command crests and 
calendars; waste-paper baskets and stools; ink
stands in polished wood. 

Craftsmen in Transport Command have been hunted 
down and employed. Artists, metal workers, cabinet 
makers, s ignwriters, French polishers, upholsterers 
- all apply thei r ski ll towards the decoration and 
improved comfort of transit messes, Passenger and 
Freight. sections, airfield buffets, waiting and dining 
rooms and Air Booking Centres. 

Practically all material used is salvaged from scrap 
and our photographs illustrate some of the uses to 
which the material has been put- a sofa made from 
salvaged wood, old car springs and sorbo rubber, and 
covered with material from obsolete drogues; a gang
way from salvaged metal and unserviceable a ircraft 
tail wheels; a notice board and sign a lso constructed 
from salvaged wood. The section has limited funds 
and the bulk of the articles they provide, such as pot 
plants, periodicals and books have been obtained, 
according to one member of the section, as a result of 
'' tactful enquiries.' ' 

The section has been divided into two parts- static 
and mobile. The static or "' base workshops" as they 
call themselves, produce articles, while the mobile 

-
... ~ 
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,.,,~ell!!--■..,~ ~ -
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Here is part of rl,e worksl,op. Pictures and calendars, pot 
plants am! 1w1gazi11es are being p.1cked for despatch to 
v.1rious units througho/11 the ME. 011 the left an ltalia11 
co-operator is finishing a chair 1111de ji"0111 tubular scrap. 
Below: A pleasantly designed refectory table 1111cle from 

parts of trestle tables. 

" task force" travels round advising on decoration, 
arranging pictures and furniture, preparing signs, 
framing posters and maps and g~nerally creat ing a 
more che::rful and effi::ien t atmosphere. 



.A1nb11ssudo1·s 

.A b1·0111l 

The Re 11ere11d (Squadron Leader) GORDON NEWSOM 

IT is probably true to say that the average service ma n, 
prio r to being pos ted overseas. had a very small scale 
appreciation of his responsibilit ies as a member of the 
British Commo nwea lth. So much o f the knowledge 
learned painfully a nd laboriously a t school fades 
only too rap idly into the depths of the subconscious 
mind and one ·s real world becomes contracted a nd 
restricted. Geographica lly. we in G reat Brita in tend 
to become insular and unaware of the world o utside 
unti l we meet someone who is a Po le. Frenchman or 
Indian. 

lt has taken a terrible wa r o n a world-wide scale to 
awa ken many o f us to the reality of the fact that we 
are not · · the only pebble on the beach .. and that we 
are pa rt o f a vasi family o f races. It has been said that 
the task of mankind in the n ineteenth century was to 
d iscover itself and that the problem of the twentieth 
is 10 learn to live together in harmony and peace. Jf 
th is is true. then those members o f Transport Command 
who a re do ing their to ur o verseas have a practica l job 
o n their front door tep. T h is responsibil ity can 
be and is sh irked. A man may try to reproduce 
as much o f .. Bligh1y ·· life as he can and live in a 
semi-hermetica lly sealed condition in artificia l sur
roundings, keeping entirely to the society of his fellow 
countrymen and despising the local inhabita nts as 
" Wogs· • who only ex ist to serve a nd to make money 
o ut o f him and his fellows. H e makes no attempt to 
learn the language or 10 s tudy the people in whose 
co untry he is sta tioned a nd j ust drifts into a menta l 
state o f · · Shaibah Blues.· · Such a man is 1101 only 
m issing a great opportunity but do ing h is own count ry 
grave harm. British fo lk are j udged by the behavio ur 
of those overseas and the few a re. as usual, ta ken as 
specimens of the majority. 

It is therefore most stro ngly urged that all those 
serving o n Staging Posts throughout the world make 
e very effort to study the local customs, languages and 
religion o f the native people and. once confidence has 
been gained, to say someth ing about our own country, 
our ways and habits. An instance may be quoted. An 
Englishmen was once conversing with some high caste 
H indus a nd the subject turned upon the lower caste 
sweepers. The H indu gent lemen though educated a nd 
cu ltured, regarded those who d id menial jobs as 
· 'scum.· ' They were rea lly asto nished when the 
Englishman informed them that in Britain the road
sweeper is respected as much as anyo ne else, and that 
a poor view would be taken of anyone who referred lo 
him in such derogato ry terms. 
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l n a more humorous case, o ne is reminded of the 
airman at Aden who was explaining to a wondering 
crowd of Soma lis that in Brita in there were buses, 
t rams and undergro und trains a nd the listeners. opcn
mo uthed. were taking it in. However, when he said 
that there were in the Zoo two-humped ca mels, they 
refused to believe him, because this was something 
they tho ught they knew a ll about. Furthermore, they 
then disbelieved everything which he had told them 
befo re. 

In spite o f these dimc ul t ies, airmen overseas remain 
a mbassadors of their country in a specia l way. The 
natives arc very watchful and quick 10 size us up. They 
can tell whether we are just. fa ir and k ind-hearted . 
They soon take advantage o f our weaknesses in the 
way o f wine a nd women. As Shakespeare wrote, 
" So me arc bo rn great , some achieve greatness, a nd 
some have greatness thrust upo n them." The average 
a irman is in the last category whether he likes it o r not. 
The greatness of represent ing a ll that is best and finest 
in Brita in. He will be wise if he is humble a nd wi ll ing 
to lea rn . Let him recall the words spoken by President 
T ruman in his maiden speech in Washington. They 
are a prayer from the lips of King Solomon. 

" G ive, therefore, thy servant, an understa nd ing 
heart. '' 

To love o ne ·s neighbo ur as o neself is indeed dimcult, 
but to understand him is no t so ha rd and ha lf the batt le. 



VIC KERS VIKING pro/Otypa 0 11 demo11strario11 fligllf wirh srarboard propeller Jearhered 

THE VICKERS VIKING 

THE Vickers Viking, a photograph of which appears 
o n the front cover of this issue, is now going into 
production a nd first deli veries will be made next year 
to Tra nsport Command and BOAC. Productio n of 
the prototype used for flying te.sts was achieved within 
seven and a half months o f the designs leaving the 
drawing office. 

From its size a nd general appearance, a comparison 
with the Dakota is almost inevitable. but the la tter is, 
a fter a ll , virtually a pre-war a ircraft, a.nd on all points 
of performance and passenger comfort. the Vik ing is 
far a head of the C-47. 

A low-mid-wing monoplane of orthodox form, the 
Viking seats 27 passengers in the standard model, or 
2 1 passengers in the de luxe model, the o nly diffe rence 
between the two mode ls being their passenger accom
modation. 1t is powered with twin Bristol Hercules 
motors of 1,040 h.p., a development of the 14-cylinder 
two-row Bristol sleeve valve engine, designed specially 
for c ivil aviation. Employment o f the Hobson
RAE Injector contri butes to fuel economy; fuel is 
metered accord ing to the weight o f ai r actually con
sumed by the engine, and a change in boost pressure, 
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mixture temperature, atmospheric pressure o r engine 
speed automatically adjusts the fuel metering. Single
lever contro l relieves the p ilot o f a ll respo nsibi lity 
regarding mixture strength. Magneto timing is auto
ma Lica lly adjusted by throttle movements. 

A good deal of thought has obvio usly been given to 
the provision of accessibility for maintenance and ser
v1c1ng. The hingeing of the engine cowls permits 
access to cylinders a nd spar k plugs, and hinged panels 
on the rear cowl.ings gives access to the rear of the 
engine accessory gear-box, pipe lines, e tc. Quick 
release toggle fasteners are provided. S imilarly, the 
nose of the aircraft hinges outwards for servicing the 
back of the pilot·s instrument panel. 

As a resul t of fl igh t tests the performance figures and 
weight estimates of the Viking a rc given as follows: 

Cruising a t 10,000 feet: 
Max. c ruising speed, weak mixtu re, 252 m.p.h. A.S. 
Recommended cru is ing speed , 2 10 m.p.h. A.S. 
Corresponding air miles per gallon, 2·3. 
Still a ir range 435 ga ls., no a llowances, 1,000 miles. 
Still a ir range 650 ga ls., no a llowances, 1,500 miles. 



Loadings for the 21-sealer are given as alternatively : 
21 passengers, baggage and 2,020 lb. fre ight 

with 435 gallons (1,000 mi les sti ll air). 
2J passengers, baggage and 410 lb. freight with 

650 gallons (1,500 mi les still a ir). 
Inside the saloon, which is nearly 30 ft. long, there 

is an impression of space as a result of 6 ft . 8 in. head
room, and the gangway between the rows of seats is 
generous. Seats are luxurious·, with adjustable head
rests, and the large cabin windows give a good view. 
Heating is provided by thermostatically controlled 
diffusers in the floor. The problems of noise and 
vibration have been .efficiently countered by vibration
absorbing wing mountings at the wing roots. On 
production models the fuselage wi ll be a ll-meta l of 
stressed-skin construction. 

Below the floor of the passenger saloon is a freight 
hold, divided into three compartments, and loading 
and unloading is carried out direct from the ground 
through doors 44 in. by 23 in. The foremost doer on 
the port side also. serves as the crew's entrance hatch. 

Jn the course of flight demonstrations of the proto
type on September 21st, the Viking was made to cl imb 
on one engine at a steady 160 m.p.h. IAS, with 
27 passengers on board, and to make climbing turns 
to starboard with the port engine cut. Take-off and 
land ing to clear 50 feet is accomplished in a total 
distance of 850 yards. with a touch-down speed of 
85 m.p.h. 

'' Close to the Ayrshire coast, in the ope11, gree11 cou111ry 

side immortalised by Robert Bums, PR ESTWICK is 

already a11 historic spot in the geography of the air. , -

In 1935, with the approval of the Govemme111, the 

directors of Sco11ish Aviation Ltd., selected the 

PRESTWICK site as 011e of the most suitable for RAF 

1rai11i11g and for 1l1e probable war a11d peace-time 

req11ireme111s of air transport. The airport at first 

covered a tow/ of 200 acres. II quickly became the 

largest civilian-operated RAF flying 1rai11i11g 1111it in 

Grear Britain, and by the s11111111er of 1941, wlte11 the 

Empire Air Training Scheme took over, PRESTWICK 

was !,a11dli11g at one time 390 air obsener 11a11iga1ors, 

90 pilots and 360 wireless operators. 

8111 it was as our principal Tra11sa1/a111ic terminal that 

PRESTWICK was ro provide its greatest service to the 

country. During the first eight 1110111!,s of the Nonh 

A1/a111ic services 1ra11sa1/antic traffic had grown to as 

many as 64 aircraft a day. At the peak of these opera

tions, during 1944, tra11satla11tic arrivals were at the 

rate of 72 per hour. Tra11sa1/a111ic Aircraft Co11trol, 

operating from the drawing-room of the old 111a11sio11 
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Three loading harches 011 either side of the fuselage belly 
pro11ide access to the freig/u hold. Tlte forward hatch 011 
the port side is shown closed in this picture. 

NOT TO BE PUBLISH ED 

The i11for111atio11 g iven ill TRANSPORT COMMAND 

REVIEW is 1101 10 be com1111111ica1ed, either directly or 

indirectly, to the Press or 10 any person 1101 holding a11 

official position i11 His Majesty's Service. 

The circ11/atio11 of the R EVIEW is limited. Please let 

others see this copy. 

PRESTWICK. 
wl,ich has been its headquarters, '1:1s done a gre:,r 

job. 
/11 addition to the RAF Tra11sa1/a111ic Ferry Services, 

P RESTWICK has been lumdling the BOAC retum ferry 

service. traffic of Trc111s-Ca11ada A ir Lines, the lee/and 

1'1111, cbily s/11111/e services to thrt W estern Isles, Orkneys 

and She1/a11ds, Am2rica11 services and so1112 busy 

commzrcia/ air servic:r;. Thz Tenni11.1/ M ess is one of 

the most cosmopolitan and 011e of the most famous 

1me1i11g places for flyers i11 the world. 

PRESTWICK ·s greatest asset is its 1111[que flying 

weather; it remains open almost el'ery day of the year. 

To-clay the airpol'/ is one of the most fully equipped ill 

Europe, and covers some 631 acres of concrete /'llmvays 

and parki11g areas. 
The ji1111re of PRESTWICK provides at present much 

'· copy" for Scollish newspapers. ('Beachcomber· wrore 

that he supposed P RESTWICK to be a person, and very 

famous at that.) B111 whatever may happen to the 

airport, the service it has rendered to the 11atio11 through 

the years of war, and particularly rhrough the darkest of 

those years, will surely be remembered gra1eji1/ly. 
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