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ABSTRACT

The period 1919-1939 was the pioneer age of air
transport, the newest and most promising of man's efforts
to improve and accelerate his means of transport and
communications. The agent of that purpose was the aeroplane,
no longer the mere 'contraption' of the decade before world
war I nor simply the fighting machine which had proved
itself so ably during the war. In Great Britain, the
aeroplane brought a new dimension to the vision of empire,
its task to link the British world with a chain of imperial
air communications. After 1924 and the formation of Great
Britain's 'chosen instrument', Imperial Airways, British air
efforts were directed to the establishment of air routes and
services to India, the Far East, and to South Africa, the
latter goal to bring much of British Africa within the
compass of imperial air transport development. The task in
British Africa was especially difficult. Government
parsimony, public apathy, and the challenge of the African
environment all troubled the progress of air transport for
more than a decade. Nonetheless, by 1932, the Cape Town
route was established. Challenged throughout Africa by
Belgium, France, Germany, Italy and South Africa in a
'scramble' not unlike the pattern in the late nineteenth
century, Great Britain still triumphed. Xy 1939, British
Africa was being served by a growing network of air services
provided by Imperial Airways, Rhodesian and Nyasaland
Airways, Wilson Airways in East Africa, and South African
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Airways in the Union. With the West African situation an
exception, success rather than failure colored the British
air transport thrust into Africa. British Africa now had
the foundations upon which to build and the means to meet
the challenges and demands of air transport development

in the future.
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All offices and records are British unless otherwise noted.
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landing and take-off area
with ground facilities for
aircraft storage and other
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Engine-powered fixed wing
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PREFACE

Out of the swelling noon,

Bursting the eye with tears of heat,
From the parched sea

Looms Africa.

John Pudney, 1944. 1

This thesis examines the birth and growth of commercial
air transport in what was called not too many years ago,
British Africa. As the title, "Aviation and Empire: the
British African Experience, 1919-1939", suggests, it is an
attempt to weave into the historic fabric of empire the
golden thread of a new technology, air transport. In part,
it is the story of the work of the aeroplane, one of the
twentieth century's most dramatic expressions of technical
prowess and progress. Almost from the beginning, the
aeroplane's protagonists could claim with awe, "it is going
to open up the world as no other means of transport has yet
done...," e a vision of the future with which this thesis

deals, primarily in the setting of British Africa, whose

1. John Pudney, "First Sighting of Africa", Flight above
Cloud (New York, 1944), p. 41.

2. George Holt-Thomas, "Commercial Aeronautics", The
Aeronautical Journal (forerunner to the Journal of the
Eg*gI"IéronauﬁTbal"Eociety), XXI (October-December,
17, 37
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vastness and still primitive means of transport and
communications made it a ready target for the ambitious
aims of civil aviation.

The study begins in Great Britain, and returns there
time and time again, because it is mainly from there that
the ideas and policies, men and machines came to plan and
build an 'empire of the air' in British Africa. The period
is 1919-19%29, as one historian has noted, "an epoch during
which men toiled in the shadow of one war just finished and
another soon to come'. 5 An appreciation of this framework
is no less crucial to an understanding of British aviation
history than it is for imperial and African history. For
commercial air transport, the first world war provided an
important impetus to aircraft development. It accelerated
the transformation of the aeroplane from a mere 'contraption'
of but a few years before to a swift and high-powered
machine. By 1918, aeroplanes were potentially capable of
enjoying as much success in the peaceful pursuits of air
transport and communications as they had enjoyed in their
new-found fighting role over the battlefields of wWestern
Europe. Regrettably, as this thesis points out, the first
world war cast forward a long shadow as well. Civil aviation
in the British experience had ever to jostle for attention

with the claims and priorities of military aviation, both in

3. Paul Knaplund, ‘The British Empire, 1815-1939 (London,
1942), p. 393.
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the aftermath of one war and as the future forecast another
one to come.

Still, these were the pioneer years for civil aviation,
and, as such, this study looks at the men who challenged
Africa and the future with determination and vision. Many
were pilots, and while the wider view held the aeroplane to
be the new 'agent of empire', it was the men and women in
the cockpit who provide the necessary human dimension to
the drama of these years. To be sure, this thesis is not
simply about pilots flying in Africa, nor can it be said
that fliers dominated the scene. As will be borne out in
tne following pages, the growth and progress of air
transport in British Africa followed a difficult and
tortuous path. The process was ever complicated by varied
political and economic considerations, and always challenged
by the special circumstances of the African climate,
topography and great distances to be overcome. It was a
'war' from the start, and it was waged by many in Great
Britain and Africa: statesmen as well as politicians, the
Governors and 'men on the spot', engineers and publicists,
adventurers and military officers. And, not to be forgotten,
were the tens of thousands of Africans, who, in their too
often ignored roles as the cutters of grass and bush, or
removers of stones and ant-hills, toiled at the hundred and
one other tasks that prepared and maintained the airfields

without which the whole effort would have been impossible.
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Yet it remains the pilots who capture the imagination, and
indeed, who have provided much of the historical record

upon which this study is based. To read the reminiscences
and adventures of Alan Cobham, G. D. Fleming, Jack McAdam,
Beryl Markham, and others, is to capture the flavour and
excitement of the times. 4 These were the men and women

in the front-line of the struggle. These were the pilots
who flew in Africa with faith their guide, and who expressed
their daring in abundance. Their assigned task and personal
ambition was to bring the aeroplane to Africa, to 'open'

the continent, still seen as 'dark' by many, and only dimly
perceived by others. Coincidently, they pressed forward

the imperial aim of building a chain of air communications
linking the scattered outposts of Great Britain's African
empire onec with another and with the far-away 'homeland' of
the British Isles. In the process, these pilots made
history an adventure.

One interpretation advanced by this thesis sould become
clear immediately. British air transport in the inter-war
years gave a new and important dimension to the shape and
direction of imperial policy and colonial rule. The aeroplane
became the new weapon in the arsenal of empire, and a
promising tool with which British policy-makers hoped to

fashion a British world more united in purpose and more

4. See bibliography for selected published accounts.
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intimate in association. The goal of more certain and
swifter communications was integrated with the wider aims
of British imperial policy in Africa, as well as elsewhere.
To a considerable extent, then, air policy became imperial
policy, with obvious implications for the British African
colonial world. That the story is not one of total success,
and that the new means never quite matched the old aims,

is quite beside the point. Air transport was introduced
into Africa in the period under study, and it has remained
to stay long after the bugles and druns of empire have been
muted and muffled, and the imperial legions have marched
into history. Imperial aims have since been displaced by
African aims, and the needs of empire swept aside by the
needs of Africa. Nonetheless, the imperial aim and vision
were clear, and because air transport developed into a key
expression of Great Britain's hopes to hold and maintain

an empire, this study makes an important contribution to
our historical understanding of the British African empire
in the inter-war period.

Studies of British colonial rule and imperial policies
in Africa are legion. Wwhat is shocking is the singular lack
of any serious and scholarly reference to the phenomenon of
air transport development in this African context. Air
transport and the air lines have been examined critically
and otherwise from almost every perspective, and hypotheses
abound. David Corbett has produced a splendid book about
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the policies and politics governing air lines. 2 William
Ogburn has attempted to assess the "social effects" of
aviation, developing a thesis around the American model. 6
Neither these examples nor the countless similar references
focus on empire or Africa. Perhaps the nearest approach

to this thesis appears in Robin Higham's Britain's Imperial

Air Routes, 1918-19%29, wherein two chapters are devoted to

British Africa. & Higham, however, is concerned with
'business' history, and is clearly less interested in the
aims of empire in the colonial world. Not surprisingly,
a model to follow has been available for almost a quarter

of a century in Harold Innis' Empire and Communications.

"In the organization of large areas communications occupies
a vital place...," Innis noted, 8 and while he does not
touch upon Africa nor air transport, the application of this
idea to British air communications aims in British Africa

is readily apparent. These are but a few samples of the
historical literature. As the appended bibliography would

suggest, and in curious contradiction to the thrust of the

5. David Corbett, Politics and the Airlines (Toronto, 1965).

6. William F. Ogburn, The Social Effects of Aviation
(Boston, 1946).

7. Robin S. Higham, Britain's Imperial Air Routes,

1918-1939 (London, 1967).

8. Harold Innis, Empire and Communications (Oxford, 1950).
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above remarks, there remains nonetheless a rich and fertile
lode of published materials to mine for facts and ideas.
Their collective failing is a matter of perspective and
emphasis. DMany ignore or neglect the African aviation
experience, while others with sharper focus remain chronicle
or reminiscence all the same, their authors unwilling or
unable to probe beneath the gloss of romance and adventure.
Studies of African aviation have been published, for example,

Harry Klein's Winged Courier, focusing on South Africa, and

David Jones' The Time Shrinkers, a readable account of the

&/

efforts to establish the Cairo-~Cape Town air route.
Neither these nor others are critical and scholarly analyses,
but they have broken important new ground and are departure
points for subsequent study and research. The fact is, then,
that what consequential work has been done in the history

of air transport throughout the length and breadth of British
Africa, has reflected the efforts of the 'amateur' not the
professional historian. The neglect of the latter might be
explained in a number of ways. Certainly there are many
important themes to pursue in the context of British African
colonial history --- economic development, education,

indirect rule and political change, nationalism, and others,

9. Harry Klein, Winged Courier (Cape Town, 1955). Klein was
a South African Jjournalist. David Jones, The Time
Shrinkers (London, 1971). Jones is witk the British
Broadcasting Corporation. There are numerous 'histories'
in the periodical literature.
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-—— and these have attracted the bulk of attention. There

is also the near fearful reluctance of historians to handle

themes still in their historical infancy, and still too close
in time to the present. Aviation history, so new and fresh,
calls upon skills and approaches not yet blessed with the
signs of tradition and familiarity. Its subject matter is
technology, economics, politics and adventure, all blended

in a pattern sometimes difficult to perceive. Its cast of
characters are clearly men of invention and vision, perhaps
no more nor less than their land-minded counterparts, but
like the swift machines which they send aloft and fly, they
are men of action, more often quick in thought than thoughtful,
more tuned to planning and programming than pondering the
meaning of the world in which they live. Thus, the men and
the aeroplanes of aviation history are elusive targets of
historical inquiry. None of this suggests that the historian
should surrender his values or give up the idea of air
history. What it does mean is that he must get caught up

in a mood of adventure. Air transport history, whether in
Africa or elsewhere, can be pedestrian, but it should never
be so.

In the expanding compass of historical interest in
Africa and the colonial experience, the need is there to
include air transport as an integral feature of British
policy in Africa between the wars. Since 1970, the records
of the British Air Ministry and other interested offices to

1939 have been open to public access in the Public Record
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Office (PRO), London. LY

The historian can no longer

plead ignorance on British air matters before the war. 1In
summary, this dissertation, whatever may be its other
merits, is intended to fill the obvious gap in our knowledge
and understanding of Great Britain's Africa between the
wars. It is a story of beginrnings, the endings are yet to
come. And, in the sense that this is a study of a pioneer
industry, so too is this a pioneer study, a work which, in
itself, is to be but a beginning to a continued and serious
inquiry into the advance of the air age in Africa.

It is germane, perhaps, to interject some personal
comment at this point. I think that the origins of this
dissertation are of interest to the reader if only to
explain the special enthusiasm which I have tried to bring
to the task of its preparation and writing. A Ph.D. thesis
must grow out of the interests, the experiences or the
desparation of the budding scholar, but whatever its
beginnings, it is the great challenge, perhaps the highlight
and climax of the years of study which have preceded its
presentation. I have been fortunate, for this thesis is the
end-product of some memorable personal experiences, in
aviation, in Africa, and in academic life as a studeat,
teacher and historian. I was a military and commercial

pilot for 15 years, and part of that time was spent in VWest

10. For a PRO series listing, see tne appended bibliography.
xXix



Africa with Nigeria Airways (WAAC) Ltd., shortly after
Nigerian independence. I know that my flying experiences
in Africa have given me a sense of identity with the pioneer
pilots who appear on the pages which follow. For the flier,
Africa has its special appeal and challenge which defy
explanation but are understood by every pilot of every age
who has ever flown there. DPerhaps the answer lies in its
sheer splendour as seen from on high, a panorama denied
those who latour and travel below. For every pilot it is

a quiet thrill to fly over Africa and enjoy the seemingly
endless and changing landscape of rugged beauty. From
above, Africa is quiet and clean. It looks old, but it

is a gorgeous old like a treasure to be cherished. This
only hints at what a pilot feels and senses, but I am sure
that these impressions were shared by the fliers of a
generation before. So, to my love of flying was wedded

a special love for Africa, born of tzne opportunity to work
and live there, now more than a decade ago. [Ny more recent
career as an academic finds Africa still the prominent
interest. Thus, the decision to commence research and
prepare this thesis, "Aviation and Empire: the British
African zZxperience, 1919-1939", was made almost without
question. The subject matter was new, the sources
plentiful and by and large untouched, and the thesis
reflects to a remarkable degree my experiences and
interests in Africa, aviation and history.
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Thais i1s the first detailed exploration of the
formative years of aviation in British Africa, and the
task of attempting to collect and synthesize a massive
amount of material collected on three continents has been
a difficult but rewarding experience. Clearly, the whole
effort would have been impossible without the help, counsel
and patience of many individuals, institutions and
organizations in Canada, Great Britain and Africa. I
accept, of course, full responsibility for the views that
I have expressed and the interpretations I have placed
upon the events and versonalities which have highlighted
the story. The errors and omissions are mine, but I am
indebted to all those who gave of their time and nade
available to me the source materials upon wiich this
thesis has relied. To them I would like to make grateful
acknowledzement.

For much needed financial support, I thank the
Woodrow Wilson National Fellowship Foundation for its
sponsorship in 1968-69, the Canada Council, whose support
enabled me to spend 14 months in Xngland and make a field
trip around Africa in the fall of 1970, Dalhousie University
for graduate support, and the University of Winnipeg for
research help in the latter stages of this dissertation.

Aspecial thanks must go to the directors and staff
of the many libraries and archives which were opened to
me: the British Museum, Dalhousie University Library,
ICAO Library, Institute of Commonwealth Studies, National
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Archives of Ghana, National Archives of Nigeria, National
Archives of Rhodesia, Public Record Office, Royal
Commonwealth Society Library, School of Oriental and African
Studies, Strange Library of Africana, and the University of
Winnipeg Library. Particular help was given by Mr. John
Bourne and his staff at the Board of Trade Civil Aviation
Library in London, Mr. T. E. Scott-Chard and Miss French

at the BOAC Reference Library, the staff of the BOAC
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Africa; Ir. Leonard Bridgman, a past editor of the
Aeroglane, Professor C. E. Carrington, and Sir Alan Cobham,
three fine gentlemen whose recollections added a great deal
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CHAPTER I
GREAT BRITAIN AND AFRICA:

THE LEGACY OF WAR, 1918-1921

We cannot be both imperial and mean.

H. G. Wells, 1917."

On November 11, 1918, the Great War came to a merciful
end. Peace, with its illusions of stability and progress,
had come to the relief of all, the joy of many, and the

2

surprise of some. The battle had been fought as a war to

end all wars, and for at least a moment in history, the

1. Wells was high on the possibilities of Imperial air
transport development. While Chairman of the Special
Committee on Labour of the Civil Aerial Transport
Committee (see Committee Report published as Cd. 9218
[1918]) appointed by Lloyd Eeorge in 1917, Wells wrote:

The British Islands are small islands

and our people numerically a little people;
their only claim to world importance depends
on their courage and enterprise, and a people
who will not stand up to the necessity of an
Air Service planned on a world scale and
taking over thousands of aeroplanes and
thousands of men from the very onset of

peace has no business to pretend to anything
more than a second-rate position in the world.
We cannot be both imperial and mean.

Quoted in The Times, March 7, 1919, p. 12. See also
Eric Birkhead, "™'he Beginnings of British Civil Air
Transport, 1919-1924", unpublished M.A. thesis,
University of Leicester, 1959.

2. The 'surprised' included the War Office and the Air
Ministry, although not the Prime Minister according
to his War Memoirs of David Lloyd George, vol. VI
(London, 19%6). General Sir Henry Wilson and Field
Marshall Haig viewed 1919 as the decisive year; ibid.,
PP. 3107-20 and 3300-04. Winston Churchill, Minister




triumph of Great Britain, her Empire and her Allies seemed
to signal the dawn of a new age of everlasting peace. The
armistice spelled out on paper what had been written in
battle; Germany had been beaten, her armies and ambitions
torn apart in the maelstrom of war. After four years of
indescribable carnage on the scarred landscape of Europe,
victors and vanquished laid down their arms; the war-
weary battalions emptied the trenches and started home

to pick up the threads with which to weave anew a fabric
gsome were calling 'normalcy'. A world had suddenly become
a quieter place. The great guns were now silent and only
nature's thunder remained to deafen men and frighten
children. Even the skies above quietened as the aeroplanes,
new and deadly additions to man's arsenal of terror,
fluttered down to settle on a thousand airfields. Most

would never fly again in peace or war. 5

2. (continued) of Munitions, was also planning for 1919;
see his memorandum to cabinet dated September 5, 1919
in The World Crisis, 1916-1918, part II (London, 19275,
pp. 219-20. Air Ministry plans for 1919 are suggested
in Andrew Boyle, Trenchard (London, 1962), pp. 271-316.
See also Lord Hankey, The Supreme Command, 1914-1918,
vol. II (London, 1961), pp. -50, Winston Churchill,
The World Crisis. The Aftermath (London, 1929),
D -9, an . J. Reader, Architect of Air Power

%London, 1968), pp. 80-1.

5. While no attempt has been made here to tally the numbers
of aeroplanes used by all air forces in action during
the war, the British figures alone are impressive, if
confusing. M.J.B. Davy, Interpretive History of
Flight (London, 1937), p. 152, notes 22, o647 aircraft
of all types on charge to the R.A.F. as of November 30,
1918; C. Martin Sharp, D. H. An Outline of de Havilland

History (London, 19605, P. 61, states that the R.A.F.
bhad 20,890 aircraft on strength on October 31, 1918;




Once more men could look uvward and not fear the rain of
death and destruction so impressively identified with

aircraft in their first years of extensive use.

3. (continued) Hilary St. George Saunders, Per Ardua
(London, 1Q45), p. 279, argues that in alT the British
air forces used £0,000 aircraft during the war of which
36,000 were destroyed. Whatever the exact figure,
thousands of British aircraft were on hand at the end
of the war, parked on some 700 British airfields of
which 337 were in the United Kingdom. See AVIA 2/1743,
Air Ministry Minute, April 14, 1919. Of this large
fleet, only 3,200 were considered 'first-line' aircraft.
See Hansard, CXVI, March 14, 192%, col. 1610. The Royal
Air Force kept some aircraft, 100 were given to South
Africa, and some were made available for civil aviation,
but the great majority were scrapped.

4. Although in the first few years of pioneer aviation
(1903-1912) there was considerable optimism for non-
military uses of the aeroplane, by 1913, Jane's All
the Worlds Aircraft (London, 1913, p. ?5 could note
that "except as a war machine the aeroplane is of
little interest or use to anyone". The Great War
merely confirmed a general opinion that the aeroplane's
future was as a weapon. Its important contribution to
Allied victory reinforced this view and Churchill, in
1917, was sufficiently impressed to comment, "there are
only two ways now of winning the war, and they both
begin with A. One is aeroplanes and the other is
America". (Quoted in Reader, Architect of Air Power,
P. 59). A good account of air power capabilities as
seen during the war is given in Churchill's The World
Crisis, 1916-1918, pp. 568-77. Tre most authoritative
source on the roles played by the Royal Naval Air
Service, the Royal Flying Corps and the Royal Air
Force in gmiving aircraft their near exclusive military
identification is W. Raleigh (vol. I) and H. A. Jones
(vols. II-VI), The War in the Air (Oxforda, 1922-1937).
See also R. H. Fredette, The First Battle of Britain,
1917-1218 (London, 19665. Several chronicle accounts

eal wi the early years of British aviation. See
R. Dallas Brett, History of British Aviation, 1908-1914
(London, 193%3%), and two works by Harald renrose, British
Aviation: the Pioneer Years, 1903-1914 (London, 1967)
and British Aviation: the Great War and the Armistice,
1915-1919 (TLondon, 1869).
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Peace had come but the world still awaited the full

reckoning of the costs in human and material terms. The
crosses which hallowed the heroes' final rest in the
cemeteries of Europe and Empire had yet to be given a
last counting, and stood in their too neat rows like a
ghostly army on parade, mute testimony to the folly of
war and the mortality of man. The lives lost, the bodies
maimed and the minds bewildered in the hell of war were
facts of the moment to become memories for a generation.
There is not now nor was there then a simple formula with
which to measure how both living and dead reminders
affected the later workings of a nation or an empire,
although aviation, military ard foreign policy debates
throughout the period between the two world wars certainly
sought strength in arguments from Great War premises. So
painful and so large was the memory of war in the Empire
that it was prepared to pay almost any price to preserve

5

the peace.

5. In terms of military readiness, the price included
near defeat in the early years of World War Two. Not
until 1934 did the British Government truly awaken to
the reality that another war was possible, indeed,
probable. For the most part, Great Britain sought
refuge in hopes for collective security in the League
of Nations and international disarmament, at the same
time allowing her armed forces to deteriorate in size
if not quality. Air power, in particular its civilian
bombing capabilities, was a clear memory from the Great
War during which German airship a2nd aeroplane raids on
England had killed 1,117 civilians and wounded 2,886
more. It moved some to advocate the total abolishment
of all aviation. "The world was a very good place
before aeroplanes came and we got on well enough
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The material costs of the war were staggering as well
both in terms of money spent and property destruction.
Almost impossible to calculate was the price paid for a
four year interruption in the believed march of civilization
and progress. Throughout this period the energies of most
of the industrial world had been expended in arming and
supplying the great war-machines of Europe with scant
regard for the production and distribution of goods and
services designed to improve the kind and quality of life
for man. Few would argue that tanks, guns and ships of
war contribute in any lasting way to the mainstream of
human progress. There are only scattered credits to match
the debits in the ledgers of war. Perhaps the aeroplane
stood alone to balance an otherwise desperate accounting.
While man's most exciting invention was everywhere regarded
as a weapon of war, some at least saw it as an agent of
peace. There is little doubt that the Great War accelerated

the development of the aeroplane to a degree that years of

5. (continued) without them," wrote A. C. Temperley
(The Whispering Gallery of Europe, London, 1938,
p. 271). The place of civil aviation in this question
is discussed in David Carlton, "The Problem of Civil
Aviation in British Air Disarmament Policy, 1919-1934,"
Journal of the Royal United Services Institution, III
(November, 1966), pp. 307-22. For various views on the
legacy of war see Francis W. Hirst, The Consequences of
the War to Great Britain (Oxford, 19%4&), C. L. Mowat,
Britain between the Wars, 1918-1940 (London, 1955),

aunders, Per Ardua, pp. - , and Arthur Marwick,
"The Impact of the First World War on British Society,"

Journal of Contemporary History, III (January, 1968),
Pp. 51-63.




peace would not have done. 6 Thus aviation in war kept
the wheels of progress turning if only slowly.

However, not even the aeroplane could significantly
alter the fact that the price of peace was astronomically
high. Social progress, economic development and political
change, all these had been subordinated to the cause of war
and the quest for victory. If peace brought relief, then,
it also brought the world face to face with the reality
that the war had been beyond its means and its account
could not be paid in full. For Great Britain and her
Empire, as for much of the world, the war left a legacy
which no peace could erase as events of the next two
decades would bear out. 1In economic terms 2lone the
’Great War cast long shadows across an Empire upon which
the sun never set. The British Exchequer, master of the
destinies of Great Britain and Colonies alike, knew better

than most the shattered state of the imperial economy, the

)+ In almost every way -- design, performance, reliability
and potential -- the aircraft and engines of 1918 were
superior to their pre-war counterparts, most of which
could be described as 'contraptions' rather than
aeroplanes. Thus, the war accelerated aviation
progress and gave a powerful impetus to aircraft
development. A very few air historians argue that

the war interrupted 'true' progress. Brett (Histo

of British Aviation, p. x) suggests that "the War
deflected the progress of aviation from the broad

road to success, along which it was sweeping with
gathering velocity in 1914, into a lane which led
nowhere". This interpretation hardly squares with

the facts, nor does it take into account the fact

that it was during the war the potential uses of
aircraft for civil purposes were recognized and

the first steps taken to study the question by

the Civil Aerial Transport Committee.
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debts to be paid, the repairs to be made, and the need for
restraint after the almost exuberant expenditure in war.
For almost all of the inter-war period, the real and
imagined needs for financial stringency in British
Government spending dictated the economic life of the
Empire, with special consequences for Civil Aviation and
the African Dependencies. The one a child of war, the
other a victim, would seem at first glance to be unlikely
bedfellows in imperial considerations, but they shared the
economic legacy of war in a strikingly similar way. Both
ranked rather well down in the scale of British priorities
and neither were given the attention and assistance needed
to a degree compatible with their ambitions. 7 British
Africa and Civil Aviation were not alone, of course, in
sharing a peace which had brought more parsimony than
prosperity, but this gave small comfort to those who
argued for the importance of civil aviation and African
development. The price of bringing about and maintaining
a peace did appear to be a never-ending burden laid
heavily on the shoulders of Empire. DPeace was welcomed

in 1918 and was still welcome in 1939, but there is little

7. Debates in the House of Commons on colonial questions
and civil aviation questions were notorious for their
poor attendance and interest. Even in these
circumstances a great deal more was said than done.
Development in the Colonies was circumscribed by the
notion that 'the Colonies must pay for themselves';
civil aviation progress struggled against the belief
that it ‘'must fly by itself'.



doubt that in the intervening years, the legacy of the
Great War was a consistent influence upon the direction
and pace pursued by British and Imperial Policy.

Still, in the first few years after the war, victory
made peace more palatable if not sweeter. Great Britain
had special reason to reionice as the Empire celebrated the
end of war and the coming of peace. The Central Powers
had challenged progress, civilization and mankind and had
threatened the Empire as they had Europe. This challenge
had been met with purpose and strength, and Allied victory

8 What

owed much to the part played by the British Empire.
ggladdened the hearts of Imperial statesmen was that war and

triumph had brought the Empire together as never before.

8. The number of works dealing with and documenting the
important role played by the British Tuimpire in the war
are legion. See, for example, C. R. Cruttwell, A Histo
of the Great War, 1914-1918 (Oxford, 1934), in which he
notes that the Empire enlisted 9,496 170 men in the
cause of which 3,284,743 came from the Dominions and the
Colonies. In Allied forces, only France provided more.
Official Government figures may be found in Great Britain,
War Office, Statistics of the Military Effort of the
British EmpiTe during the Great war, ¥§13-¢§?5 fﬁonaon,
1022). Tre African contribution 1s detailed 1in Sir
Charles Iucas, ed., The Empire at War, vol. IV, Africa
(London, 19255 See also John Buchan, The Hlstor of
the South African Forces in France (Lonaon, ﬁg?ﬁi”li,
and W. D. Downes, With The Nigerians in German East
Africa (London, 19197.  Some 147,634 white British
Africans served in the Imperial forces of whom 7,786
were killed. 32,000 hlack British Africans served in
the King's African Rifles, 24,867 in the West Africa
Frontiey Force, and another 6,100 were recruited in
Rhodesia. In addition, there were about 600,000 in
non-combatant roles, with total black casualties about
48,000 dead. For summary see L. H. Gann and Peter
Dulgnan, eds., Colonialism in Africa, 1870-1960, vol.
2, The History and Politics of Colonialism 191&-1960
(Cambrldge 1970), pp. 7-10.




The Dominions and Colonies had rallied to the cause and
their sons had swelled the ranks of the Imperial legions
fighting for King, country and Empire. Whatever doubts
had ruffled the calm of imperial unity in the years before
1914, these had been dispelled; war had confirmed not
shattered the imperial identity. It was a sanguine view
which later years would not support, but it gave heart amnd
hope to the Empire-minded. 2 For them, war had not only
underlined the importance of the Empire, it had assured
its permanence. The closing of ranks in times of crisis
suggested that the imperial family enjoyed more intimate
and lasting ties than any mere political form could assume.
In the aftermath of war, peace promised a fresh beginning
to an 0ld empire in a new age, and Great Britain could
claim with some justification that the Empire had never

been stronger nor more united in purpose. 10

9. The formation and success of the Imperial War Cabinet
and the first stirrings of the 'Commonwealth' idea
certainly helped to encourage these views. The still
unsettled Irish question, the legacy of the Boer War,
and the need for change in India were not forgotten,
but few saw the extent to which they would trouble the
Empire in the years ahead. The triumph of the Empire
in war also added to the belief that Great Britain was
the pillar of western civilization with a mission to
fulfill. Lord Birkenhead wrote of "our expanding
destiny as leaders of mankind" (quoted in A. F.
Havighurst, Twentieth Century Britain, 2nd. ed., New
York, 19625, while Lord Lugard gave the Imperial
mission its African interpretation in The Dual Mandate
in Tropical Africa (London, 1922).

10. One dimension of this claim lay in the fact that in 1919
the extent of the British Empire had reached its zenith.
With the additions of 'mandates' in the Middle East, the
Pacific, and Africa (the ex-German colonies of Togo, the
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This was not to ignore the problems to be faced in
giving shape to dreams of what peace would bring. Peace
should and could mean prosperity, progress, and the bestowal
of countless blessings upon the Empire. The task now at
hand was to ensure that the Empire could make as effective
a contribution to peace as it had to war. Imperial strength
and unity, so much in evidence in the war, must be carried
on and maintained in peace in such a way that Imperial trade,
commerce and prestige would be restored to its rightful place
in the hierarchy of world power. Strength and unity were
indeed two sides of the same coin; the one could not exist
without the other, and the implications of the relationship
were plain to see. A strong Empire called for a military
readiness to meet any challenge in any part of the King's
domain, while unity presupposed the continued development
of more continuous, rapid, and effective communication
between the Imperial metropolis, the Dominions and the
Colonies. For a few men of bold vision the means to these
ends were there in the thousands of men and machines which

had made Great Britain the greatest air power in the world. 1.

10. (continued) Cameroons, South-West Africa and Tanganyika,
the Empire covered fully one-quarter of the world's land
surface. About one-quarter of the world's population
inhabited this vast empire.

11. While Great Britain held second rank behind France in
terms of numbers of front-line aircraft (3,600 v. 3,300),
the Royal Air Force had developed into the best organized
and most efficient air force in operation during the war.
See Davy, Interpretive History of Flight, p. 159. ILed
by Trenchard and supported by Weir at the Air Ministry,
the R.A.F. were widening the horizons of air power
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Skills born in war could now be used for peace. The
aircraft manufacturing industry and the Royal Air Force
had proved their worth and potential. It remained to
organize and develop civil air transport, as yet an untried

12 This

dimension in Imperial transport and communications.
triumverate, representing the whole of British aviation
enterprise, promised a continuing air supremacy, a defended
Empire, and most exciting of all, strongef links in the
chains which bound Great Britain, Canada, South Africa,
India, Australia and New Zealand, and the dependent Empire
to an Imperial whole. These were the dreams born in war.
With the coming of the peace, it was time for aviation,
noted Great Britain's first Controller-General of Civil
Aviation, "to profit by the well-nigh incredible impetus

13

which the stress of war has given to its development'".

11. (continued) capabilities in 1918 with a growing
interest in strategic bombing and the establishment of
units which were to become Bomber Command. This concept
was in advance of the air thinking of the French, for
example, and given more emphasis than had been given
by the Germans. See Boyle, Trenchard, pp. 271-316.

12. This does not ignore early air mail experiments in
India and Great Britain in 1911, but these were
premature demonstrations of limited success and even
less influence on civil air transport development.
See M. R. Dhekney, Air Transport in India (Bombay,
1953), p. 54, and Robin Higham, Britain's Imperial
Air Routes (Hamden, Connecticut, 1%60), p. 20.

13. AIR 1/725. Enclosure. Synopsis of speech, "Commercial
Aviation in the Light of War Experience", by Sir
Frederick Sykes to the London Chamber of Commerce,
January 7, 1919, p. 1.
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The official opening of civil aviation in Great
Britain came on May 1, 1919, and while no great excitement
marked the day the British press gave the occasion full
play. 1% The British public still had to be persuaded
that the aeroplane could function in a role other than
that of a weapon of war. Many remembered the stunts and
joy-rides of pre-war pioneer pilots and gave little thought
to the idea that aviation could become a serious means of
transport and communication. 15 Civilian enthusiasm was
confined to a handful of men, aircraft designers and
manufacturers, pilots and politicians, all of whom had
looked forward to the moment when civil aviation would be

recognized as the important development it was. 16

14. AVIA 2/1747%, Official Opening of Civil Aviation, May 1,
1919. Press Reports and Notices. See also The Times,
May 1, 1919, pp. 6-7, 12, featuring a full account of
the new air regulations and specifications, and a
detailed map of the United Kingdom indicating approved
airfields and air routes.

15. And, as one historian has noted, "the aeroplane, from
which most was expected after the war, probably
affected the ordinary man least of all the wonders
of the new age". Mowat, Britain Between the VWars,

Ps- 258

16. George Holt-Thomas (1869-1929) was one of these few
who had been looking forward to the end of war and
the opportunity to promote and organize civil air
transport. In October, 1916, he founded and registered
his company, Aircraft Transport and Travel, Ltd.,
(A.T.&T.), with a view to establishing an air line to
"enter into contract for the carriage of mails,
passengers, goods and cattle". See John Pudney,
The Seven Skies (London, 1959), p. 16; also Higham,
Britalin's Imperisl Air Routes, p. 20. He also founded
the Society of British Aircraft Constructors (S.B.A.C.).
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Moreover, even this enthusiasm was tempered with the
knowledge that May 1 was only, to use Kipling's words,
"the opening verse of the opening page of a chapter of
endless possibhilities". e Civil aviation could now fly
under the aegis of the newly-formed Department of Civil
Aviation, and the Government was assuming responsibility
for providing a framework of regulations, standards and
facilities. 18 While this was a step in the right
direction, and a necessary first step at that, the
assumption that this was sufficient to establish civil/
commercial aviation was wide of the mark. The Government
was providing financial support for aeronautical research,
aircraft development, and the provision of all required
ground support facilities but the pressinz need of the air
transport promoters for direct financisal assistance in
the form of subsidies, capital assistance, or grants was

ignored by the Treasury and the Air Ministry. 12 For

17. Quoted in Peter G. Masefield, "Some Economic Factors
in Air Transport Oneration", Journal of the Institute
of Transport, XXIV (March, 1951), p. 81.

18. See AIR 172101 snd CAB 24/105 for "Brief Summary of the
more Important Steps taken by the Air Ministry for the
Assistance of Civil Aviation", published as an appendix
to Cmd. 770 (1920). One M.P., J.7.C. Moore-Brabazon,
durins the dAehate on the second reading of the Aerial
Nevigation Bill, even argued that the Government should
stay ont of regulating civil aviation. "Commercial
aviation is a commercial proposition, and if people are
going to carry passengers in their machines they are
going to have to pay if they kill pecple in those
machines and the right body to rerulate and inspect
machines is Lloyd's, 2nd not the Government". Hansard,
CX1I, February 17, 1919, enl. 677.

19. Sir F. Banbury, Chsirman of the Select Committee on
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George Holt-Thomas and the other air line developers, civil
aviation required a careful blending of direct and indirect
government support, private initiative and public response.20
Given the success of this synthesis a new Imperial design
would see Cape Town and Delhi, Canberra and Ottawa brought
into close community with London; Imperial air routes would
girdle the globe witk Imperial aircraft flying the King's
mails and subjects in the conquest o€ time and distance.

It was a magnificent dream. Few anticipated the problems
which lay ahead to frustrate the translation of these ideas

into reality. =,

19. (continued) National Expenditure, challenged even the
small amount of the Air Vote directed to civil aviation.
In the House he noted, "Then I happened to come across...
a little item of about £500,000 a year to be spent on
civil aviation. I dare say it is a very excellent thing,
but why should we subsidise it by spending £500,000 a
year on it I do not know". Hansard, CXVI, June 4, 1919,
col. 2140. For a tabled summary of annual British air
estimates and expenditures, 1919-1939, see Highanm,
Britain's Imperial Air Routes, appendix VII, pp. 344-47,

20. Tor a general outline of their views, see Holt-Thomas,
Aerial Transport (London, 1920), and A. Instone, The
Farly Birds (London, 193%8). See also Holt-Thomas,
TCommercial Aeronautics'", Aeronautical Journal, XXI
(October-December, 1917), pp. 269-89, 420-25.

21. Some, like Major-General J.E.B. Seeley, the Under-
Secretary of State for Air, could comfortably forecast
that "I see no reason why, within the lifetime of nearly
all of us, you should not have great air routes to every
part of the 3ritish Empire" (quoted in The Times, January
22, 1919, p. 10), and noted in the House that "We are far
more advanced than any other country in the preparations
made for civil flying". Hansard, CXTII, March 13, 1919,
col. 1516. A book by one Captain Swintsn, British
Aircraft Industry (London, 1919), argued that in the
not too distant ¥hture, South Africa would be only 2%
days away from the United Kingdom by aeroplane, an idea
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British official interest in civil aviation was a
recent development in 1919, although interest in air
matters went back a decade. In 1909, Asquith, as Prime
Minister, appointed a standing committee to "advise in
matters connected with the problem of flight, whether by
means of aeroplanes or dirigibles", and this committee
reported annually to the Prime Minister until the

22 In 1910, Great

formation of the Air Ministry in 1917.
Britain was a participant in the first International
Conference on Aerial Navigation (ICAN) held in Paris.
There an important decision was taken; the British
delegation rejected a German proposal to establish
"freedom of the air", arguing with maritime precedent in
mind that national sovereignty extended upward as well as

outward. This stand was confirmed in legislation in the

Aerial Navigation Act of 1910. 25 It was an adherence to

21. (continued) scorned by the editor of The Aeroplane,
C. G. Grey. See the Aeroplane, February 19, 1819,
p. 808. The best general survey of the problems
faced by civil aviation in the Empire between the
wars is still Higham, Britain's Imﬁerial Air Routes.
For the early period, see Eric Birkhead, "The
Beginnings of British Civil Air Transport, 1919-1924",
and his "The Finencial Failure of British Air Transport
Companies, 1919-1924", Journal of Transport History, IV
(May, 1960), pp. 133-45.

22. AIR 1/725, Enclosure 102/1. Typed three page account

of the Formation of the Advisory Committee for
Aeronautics. Asquith announced its formation to the

House of Commons, May 5, 1909. See Report of the
Advisory Committee for Aeronauticsifﬁgg7-3918,'CE.
9145 (1918).

23. Highem, Britain's Imperial Air Routes, p. 19.
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principle which Great Britain would live to regret as the

1920's and 1930's demonstrated too clearly the difficulties

associated with establishing Imperial air routes across a

national-minded Europe and Central Asia. b

Nonetheless,
in the few years of air activity before World War I, the
UUnited Kingdom had been coming to grips with the problems
of the aernplane and aviation with interest i{ not
enthusiasm.

In war the focus of interest in aviation turned on the
mili tary application of the aeroplane. Rushed on to the
world's stage to play a key role in the battle for Europe,
the aeroplane made an exciting and imnressive debut. Air
power developed as did the interest of generals and politicians
alike. The British aircraft industry which had manufactured

211 aircraft in all of 1914 was turning them out at the rate

of 4,000 a month at the end of the war. 2 Close to 200,000

24. Imperial Airways were the major suffering inheritors
of the British position, having to traverse Europe to
reach Africa and Central Asia to reach India, and it
moved H. Burchall (General Manager {Commerciall] of
Imperial Airways) to complain of international political
difficulties "based upon tke uncertain and shifting
foundations of national prejudices and aspirations".
In "The Politics of International Air Routes',
International Affairs, XIV (January-February, 1935),
pp. 8Y-107. See discussion in Higham, Rritain's
Imperial Air Routes, pp. 19-20, and below, chapter IV.

25. Reader, Architect of Air Power, p. 63. It is interesting
to note that in 1917, no 1914 aeroplanes were still
flying, losses and obsolescence having taken their toll.
Ibid., p. 59. From the beginning of 1919 to 1923, the
British aircraft industry had produced only 200 civil and
military aeroplanes. During the same period, France had
produced 3,300, a sorry commentary on the respective states
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men and women were employed in the industry and allied
trades. 26 While there was no civil aviation activity,
at the Armistice the Royal Air Force numbered some 290,000
officers and men, most of whom were learning and developing
the new skills of aviation. <F In a few short years,
aviation growth and potential had hernme too large to be
ignored. Although pre-war flying had done little to
impress anyone with its civil or commercial possibilities,
improved aircraft design and performance, and the great
nurbers of necple invelved in the whole aviation industry
8y the lagt yezrs ¢of the war sirongly suogested that post-
war civil aviarion would bear little resemblance to its
pioneer beginrings. There was the dawning of the idea that
perhaps much of this great war machine could be utilized as
a new form of transport in the years o¢ pcace ahead. It was

with an eye to the future then, that the 3ritish Government

25. (continued) of health of the two rival aircraft
industries and a8 denial of British ropes for keeping

the industry 'alive'. See Hansard, CLXI, March 14,
1923, cols. 1610-11. i

26. Reader, Architect of Air Power, pr. 62, notes 177,009
employed in March, 1018. By 1922, these numbers had
been reduced to about 2t 500.

27. At the Armistice, there were 30,122 officers and
263,140 men in the ranks of the Royal Air Force.
By March, 1920, demobilization had trinned the
numbers of all renks to 29,730. lansard, CLXT, March
ey 1925, colw. 4810, and oaunders Ter A*dua, Do L
It is not clear just how many p:lots were trained in
the war-time air services, but an important by-product
of demobilization was the persistence with which many
pilots sought continuing flying careers in civil
aviation. For the story of one, Alan Cobham, see
chapter III.
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formed the Civil Aerial Transport Cemmittee in May, 1917,
under the chairmz2nship of Lord Northcliffe. 28 This was ~
the first of many such cormittees established by the British
Government over the two decades tetween the wars charged to
exanine and report uposn the whole aquection of British and
Imperial air transport. 29 The Cnmmittee's Report,
completed in ¥ebruary, 1918, was a most comnrehensive
document, rarging over almost every aspect of civil

N

aviation. 0f special interest was its s*ress upon
the potential importance of air trarsport to the Empire,
particularly the Dominions. "It ie obvious", the Rerort

stated, "how important a bearing the improvement in inter-

28. The Committee was asked to report on "the steps which
cshould he taken with a view to the developrent and
regulation after the War of avistinn for civil and
commercial purposes from a domestic, ar imperial, and
san interrational standpoint". The Report of the
Committee is set out as Renort of tre Civil Aerial
Trancoort Committee, CA. 9218 (1918). See also notes
in ATR 18/10%, Air Routes, 191R-1919, and AIR 1/2423,
Reports by and to the Civil Aerial Trensport Committee,
1917-1918. Lord Northeliffee chaired nnly the first
meeting, then departed on a mission to the Inited States.
His replacement was Major J. L. Baird, the 'Inder-
Secretary of State for Air, and the Committee Renort
is often referred to as the Raird Committee Report.

29. In all, some eipght major cnmmittees and a number of
short-lived cabinet committees reported on civil
aviation questions from 1918-1038, Thris reflects to
some extent an abidinc concern with the special problems
of civil aviaticn, a3 it does tre British faith in the
committee or commission solution to difficulties in
poliry elabnration. As often as not, however, this
technique postponed decision-making at the expense of
immediate action and progress.

30. For a discussion of the Baird Committee Rerort, see
Higham, Britain's Imperial Air Routes, pp. 20-3,
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imperial communication is likely to have on that greatest
of problems, the problem of the future relation to one

3

another of the self-governing States of the British

n 1

Empire. It was the first government document to

suggest the feasibility of linking England with South
Africa by air. 52
The Committee urged the Government to take early
action and set out an air policy. Noting that future
traffic would include the mails, passengers and goods,
the Committee was confident
that demands for aerial services to provide
such carriage will rise immediately at the
conclusion of the war, and that it is
imperative that every endeavour should be
made to prevare for these demands. 33
The recommendations and observations of the Committee
were born out of 2 reasonable assessment of the possible
post-war situation, and the Revort could have been a good
starting point for the development of an imperial air

policy. One can only speculate on what might have been

the case for civil-aviation in Great Britain (and by

51. Baird Committee Report, p. 13.

32. The Committee did not elaborate any serious proposal
for a London-Cape Town air service, although it did
suggest that both East and West African routes could
be operated. The Committee focused attention on the
England-India route via Egypt and so established the
primary goal of subsequent Imperial air route policy.
AIR 19/108, proposals in typescript. See also Higham,
Britain's Imperial Air Routes, p. 23.

33. Baird Committee Report, p. 9. The Committee thus
expressed an optimism and a sense of urgency which
the Government did not share.




20
implication in its dependent empire in Africa), had a

policy been ready and waiting at the peace. But the Report
was ignored by the Lloyd George Government and neither in
1918 nor the years which followed did Great Britain have a
civil aviation policy, an omission only partly excused by
the overriding concern with war and the establishment of
peace. The development of a policy designed to promote
civil aviation at home and in the Empire had to await the
arrival of Sir Samuel Hoare as Secretary of State for Air

in 1922. *

Thus, for almost four years, the Empire lacked
determination and far-sighted leadership in its civil
aviation development. British Africa, with the exception
of South Africa, probably suffered more than Great Britain

whose lead and leadership it had to follow. 55

34. See below, chapter II, for a discussion of Sir Samuel
Hoare as Air Minister, 1922-1924 and 1924-1929.

35. See above, p. 7, and below, chapter II. While obvious
that the depressed state of the British economy did
inhibit civil aviation progress at home and in the
Empire, neither Churchill nor Guest, the Air Ministers
before Hoare, brought the sort of enthusiasm to civil
air transport questions which might have kept British
and British African air development apace with progress
elsewhere. South Africa was not dependent upon British
initiative, but it too failed to provide Civil Aviation
with adequate support in the early years. As late as
4102 R O TAN o 4 Grey lamented that "South African aviation
appears to be in a rather bad way", blaming it on the
fact that "neither the Government nor the people in
South Africa yet appreciate the possibilities...."
Aeroplane, June 28, 1925, p. 78; May 6, 1925, p. 438.

ee chapter VII for a study of the development of air
transport in South Africa during the period leading
up to the establishment of South African Airways as
the Union's 'chosen instrument' in 1934,
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The situation was allowed to continue despite the
urgency and importance of the matter argued within and
without the fort. Major-General Frederick Sykes, Chief
of the Air Staff in 1918, set out the many questions
concerning post-war air policy in a memorandum to the
Secretary of State for Air, and warned,
All of them, I think, admit of, and may
urgently demand, immediate consideration,
in order that a clear Government policy
may be defined in regard to commercial
aviation. We have complete monopoly of
all the art and application of aviation
in its various forms, and disintegration
may soon result if, when peace comes, we
are not in a position to put into execution
a definite and well considered plan. 36
Added weight was given to this warning by the Ministry
of Reconstruction in 1919. A publication on civil aviation
argued that its development was "not merely a scientific or
commercial question", but a question "of the first importance
from the point of view of national security". The pamphlet

added, "it is vital to the security and prosperity of the

36. AVIA 2/1780, Commercial Post-War Aviation Policy, 1918.
Sykes to Weir, November 9, 1918. Of course Great Britain
did not have a 'complete monaqpoly' in aviation
development in any sense, but as one of the leading
powers in air progress, Sykes did not want to see
such progress dissipated in an unplanned and
disorganized peace. Sykes also argued "the
establishment of Government control of commercial
aviation on economic lines and on a revenue basis",
although he set out no guidelines as to how this
might be achieved.
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Empire that at any cost this country should lead the world
in civil aerial transport". 57 Here, as elsewhere, the
argument drew strength from the idea that civil aviation
could be to the Royal Air Force what the merchant marine
was to the Royal Navy; a reservoir of trained men and
experience. 8

The House of Commons, as often as not apathetic in
matters of civil aviation in later years, took up the
Qquestion of a civil aviation policy in the debate on the
1919-1920 Air Estimates. William Joynson-Hicks used

history and maritime analogy to extol the virtues of

aviation and empire, pointing out that,

37. Ministry of Reconstruction, 'The Future of Aerial
Transport. Pamphlet. Reconstruction Problems No. 34
(London, 1919), pp. 2-3. The study leaned heavily on
the Report of the Civil Aerial Transport Committee.

38. The Future of Aerial Transport, p. 20. "The maintenance
of an Air Force backed by a strong commercial air fleet
is as vital to the safety and prosperity of the British
Empire as the maintenance of a strong Navy and a strong
Mercantile Marine." It added that "the aircraft
industry must be kept vigorous in order to respond to
any possible war emergency of the future." The study
thus shared with the Report of the Civil Aerial
Transport Committee (p. 11) and Sir rrederick Sykes
(see his Aviation in Peace and War, London, 1922,

p- 104) the view that the best argument for, el
aviation was its usefulness as a 'back-up' to the
military and a 'prop' to the aircraft manufacturing
industry. Only with the establishment of Imperial
Airways in 1924 was civil aviation divorced from these
ideas, at least to the extent that they were no longer
the primary arguments for support. See below, chapter
ITI, and Birkhead, "The Beginnings of British Civil Air
Transport", p. 96.
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Years ago we had command of the sea
because we had the coaling stations
of the world. To-~day we can have
command of the air because we have
the landing strips of the world. 39

Another Conservative M.P., Colonel P. 2. Malone, was

not sure "thet everything is being done to further the

development of commercial aeronautics”, and added,

It is hardly necessary to tell the House

of the enormouc possibilities and commercial
developments which lie before commercial
aeronautics. Take, for example, the case

of South Africa. If it were possible to
transport by air some of those valuable
commodities such as diamonds or gold,
inctead of sending them by sea, enormous
sums could be saved. 40

29.

“Oo

Hansard, CXITI, March 13, 1919, cols. 1532-33.
Joynson-Hicks was an occasional spokesman on air matters
in the House while Conservative member for Twickenham
(1918-1929). His interest in aviation dated back to
1912, and in 1916 he wrote and publicshed The Command

of the Air, an amateur treatise on military aviation.

Fansard, CXIII, March 1%, 1919, cols. 1539-40. The idea
that "enormous sums could be saved" in transporting
preciours metals and diamonds by aiv was a persistent
theme during the 1920's and 1920's. In 1926, Hoare
hoped that a permanent air service would grow out of
the Khartoum-Kisumu experimental service %see chapters
II-ITI) and that it would carry and obtain revenue
from the carriage of gold from the Kile snd Moto mines
in the Congo. Air Ministry, The Approach towards a
System of Imperial Air Communications (TLondon, 1926),
P. 10. Sir Donald Cameron, Governor of Tanganyika,
noted trat the company bidding on the Tast African
air service,

wonld always be in a favourable position for

carrying gold from the Kilo mines even when

the railway was through to Stanleyville as

for one thing the insurance was cheaper by

air than by rail [my i1talics] and much time

of course would be saved.
AVIA 2/1857, Khartoum to Kisumu Air Service - Question
of the Tnstitution of a Permanent Service to South
Africa, 1929. Note of a Meeting at the Colonial Office,
June 10, 1928, p. 2. Higham notes that about £12,600,000
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The national press, led by The Times and the foremost
aeronautical journal, the Aeroplane, likewise gave strong

41 Thus from

support to civil air transport development.
many voices in the nation in the early post-war years came
the demands that Great Britain set out and pursue an air

policy. The arguments were consistent and straightforward

in pointing out the benefits to be derived from British

40. (continued) in diamonds and "somewhat more than that
in gold" were exported annually to London from South
Africa. The freight charges on gold alone amounted
to 204,000, and time in transit cost £100,000 in
lost interest. Higham, Britain's Imperial Air Routes,
p. 152. Imperial Airways and the local carriers
transported bullion on African services after 193%2.
Before "enormous sums could be saved", a regular
service had to be provided and mine operators
convinced of the safety of aeroplane transit.

41. The Times, September 10, 1919, p. 10, lashed out at
the lack of Government policy, especially its failure
to move ahead with an airship development plan. The
editorial noted, "the only decided policy apparent is
the intention to shirk as much responsibility as
possible on the plea of economy". ‘The Aeroglane,

C. G. Grey's weekly mouthpiece, reflecte e often
harsh views of its editor, an interested and critical
spokesman on all air matters for three decades. (See
Thurstan James, "Charles Grey and his Pungent Pen",
Journal of the Royal Aeronautical Society, LXXIII
[October, 1969], pp. 859-50). He was particularly
keen on airship possibilities in international and
Imperial air communications, and doubtful of the
aeroplane for long-range operations, even suggesting
that "it would not be surprising if the aeroplane
proved to have already settled down to approximately
its final form, and if developments for many years
were restricted to engine and other details".
Aeroplane, April 2, 1919, p. 1388. See also his
"he Aeroplane and the Empire", Overseas, III (June,
1918), pp. 27-3%2, and "Aircraft on Imperial Routes",
United Empire, XIII (January, 1922), pp. 11-3.
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action: national prestige, defence capability, commercial

gain, and an empire united as never before. 42

The Imperial
Government could not help but hear the appeals for action
and support, but it could ignore them and for the most part
it left its manservant, the Air Ministry, to answer the
critics. L
The establishment of a civil air transport policy, and
in broader terms an imperial air policy, demanded aggressive
and open-minded leadership, confidence, imagination, and
above all else, capital and the will to use it. With a
Government as preoccupied with the problems of peace as it
had been with war, none of these were in sufficient supply
to sponsor an infant Air Ministry and its Department of
Civil Aviation. Too little money, too little interest, and

a shortage of staff and facilities precluded the Air Ministry

from doing the Jjob its critics demanded. C. G. Grey was not

42. All of which meant that the Government must elaborate
a long-range policy and provide financial assistance.
The question of 'national prestige' alone as a benefit
of civil air transport development did not go unnoticed,
but unfortunately, until the formation of Imperial
Airways in 1924, the idea of a 'national prestige'
airline, a 'chosen instrument', made little impact
upon Government considerations. See Higham, Britain's
Imperial Air Routes, p. 39.

4%, For the official statements of the Government in summary
form, see the semi-annual Reports on the Progress of
Civil Aviation, drafted by the Department of the
Controller-General of Civil Aviation and issued as
Command Papers, 418 (1919), 800 (1920), 1073 (1920),
1342 (1921), 1559 (19219, and 1710 (1923).
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wide of the mark in suggesting that in the Air Ministry
after the Armistice, "there followed something like
chaos". o

Lord Weir of Eastwood resigned as Secretary of State
for Air in December, 1918, and in the cabinet re-shuffle
following the 'coupon election', Lloyd George appointed
Winston Churchill to preside over the War Office and the
Air Ministry. %2 The dual appointment did not go
unnoticed. The Times, while not questioning Churchill's
massive intelligence or ability, had doubts about the
wisdom of burdening any one man with such responsibility.
"If Mr. Churchill", noted an editorial in early January,
1919, "is able to deal with all the questions arising at
both the War Office and the Air Ministry at the present
time and to make adequate provision for the future of both

Services and commercial flying he is indeed a superman." 46

44, C. G. Grey, A History of the Air Ministry (London,
1940), p. 88.

45. Churchill took up the offices January 15, 1919. Andrew
Boyle suggests that Lloyd George's appointment of
Churchill as both Secretary of State for War and Air
has never been satisfactorily explained (Trenchard,

Pp. 325-27), but the Prime Minister's attitude towards
the Air Ministry (and possibly the Royal Air Force) is
clear in his remarks to Churchill; "Make up your mind
whether you would like to go to the War Office or the
Admiralty, and let me know by to-morrow. You can take
the air with you in either case; I am not going to keep
it as a separate department." Quoted in Churchill, The
World Crisis. The Aftermath, p. 53. Churchill chose the
Admiralty but Lloyd George shifted him to the War Office
to handle the demobilization problems there.

46. The Times, January 13, 1919, p.4.
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A suverman he was not and if his nerformance as Air Minister
was consistent it was unexceptional. In the Churchill story
this was an indifferent interlude in an ntherwise brilliant
record of government service. 2l
The War COffice, with the immediate problems of
demobilization and the planning of a peace-time military
policy, demanded first consideration. The Air Ministry and
the Royal Air ¥orre were still question marks in the minds
of British Government and military leaders, and there were
serious doubte as to their future as separate entities. g4
Churchill did not ignore the problems of his second office,
but he worked without any special enth®usiasm or excitement,
viewing the an~pointment as an experience rather than a
challenge. Much of the initiative and work h“e left in the
hands of esubo~dinatecs. F¥e was no exnert in air matters but

L)

he was prepared to seek out and make use »f those who were.

47. Seely, tve Under-Secretary of State for Air, resigned
in frustration and protest over the little time
Churchill seemed ready to spend on air matters. 1In
the House he 3sttacked both Churehill and the Government
for combining offices in a way that gave Air such a
low priority. Hansard, CXXVI, March 11, 1220, cols.
1602-04.

48. Boyle, Trenchard, pp. 317ff; Rescder, Architect of Air
Power, p. 82; saunders, Per Ardua, pp. 2831-86.

49. Churcrill knew a great deal atout ar air force operating
in time ~f war, but he hsd much to learn about how to
run an a‘r force in peace. AS to civil air transport,
it is prnbably fair to say that he knew notring, and
there he could draw comfort from the fact that he was
far from heing alone. '"Nobody in Britain", wrote one
air historian, "...had any clear idea of how to set
about tre husiness. [Even] the flying men were not
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In so doing Churchill left a larger mark upon the history
of Imperial civil air transport development than his
contemporaries imagined or later historians record. 50
While no great policy emerged from Churchill's two years
in the Air Ministry, and clearly civil aviation suffered
through its most difficnlt years, a firm bhase of knowledge
and exnerience was set down and the problems were at least
identified. Ideas of what was later to be Irperial aviation
policy were widely canvassed during the Churchill years in
office, and much of the credit for these developments must
go to his penchant for gathering information and advice in
order to establish the facts of a matter. The consequences
for British and Imperisl air development cannot be ignored.
The African Empire in particular profited briefly from this

atmosphere, and became a focal point of air interest under

B chill, 2

49, (continued) experts in transport". TF.A.deV. Robertson,
British Aviation (TLondon, 1940), p. 11. See below,
Pp. 29=51.

50. No serious historian of British snd Imperial civil
aviation has given Churchill more than =cant reference.
and then only in terms of his memorable dictum, ‘civil
aviation must fly by itself'. Hansard, CXXVI, March
11, 1920, col. 1622. Sykes viewed his coming into office
as a "national calamity" (From Many Angles [London,
1942], p. 266), and while 1In office saw little to make
him change his mind (ibid., pp. 269ff.).

51. See below, pp. 31-3. This does not suggest that
Churchill himself took an especial interest in aviation
development in Africa per se, but he was amenable to
ideas forthcoming for African air services, for they
fitted well into his own broad and hopeful view of the
Empire.
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In the first few months of office, Churchill moved
with a swift and sure hand that denied any suggestion of
indifference. He persuaded Trenchard to return as R.A.F.
Chief of Staff and moved Sykes into the newly-created
Department of Civil Aviation as Controller-General. 2
Trenchard's appointment was probably the most important
single factor in assuring R.A.F. survival as an independent
military force. 25 Churchill admired the brusque but able
Air Marshall who, with Churchill, kept the R.A.F. intact
in the face of Admiralty hostility, Treasury penny-pinching,
and an apathetic Prime Minister. Under Churchill, Trenchard
and the R.A.F. had almost a free hand and were thus able to
blaze trails in Africa and the Middle East for civil aviation

to follow in later years. of

52. Major-General Sir Frederick Sykes had been appointed
Chief of the Air Staff in 1918 by Lord Weir, then Air
Minister. Churchill wanted Trenchard back, an idea
urged by Weir who now felt that Sykes "lacked the
resilience and force of character to salvage what was
necessary from the wartime wreckage" (Boyle, Trenchard,
p. 3%28). Trenchard hesitated at the thought of being
a party to Sykes' dismissal, but Churchill insisted.
"You leave Sykes to me. Civil flying is going to be
under the Air Ministry. We'll call Sykes 'Controller
of Civil Aviation' and console him with a G.B.E.".
Quoted in Boyle, ibid., p. 329. This approach said a
great deal about Churchill's views on civil aviation.
Clearly, he did not think that it merited a first-rate
man in charge, although as it turned out, Sykes did a
creditable job until his departure in 1922.

53. 'Boom' Trenchard (1873-1956) is remembered as the
'Father of the Royal Air Force' for his efforts. He
was Chief of the Air Staff 1917-1918 and 1919-1929.

S4. R.A.F. 'trail-blazing' was most marked in Africa, but
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Sykes' appointment and the estahlishment of a
Department of Civil Aviation at least indicated the
conviction that civil air transport required separate
and special consideration. 55 1t did not answer the
questions as 4o how and in what way civil aviation should
be developed. There were no precedents to follow and
little exrerience to use as a guide. Sykes was placed in
the most difficult position of having to develop a civil
air policy at home and in the Empire without the resources
to initiate or implement any such action., FEnthusiasm was
not enough. The fact that a recognizable ecivil air
transport policy could not be identified until Sir Samuel
Hoare and Imperial Airways appeared on th? scene, was no
reflection on the Controller-General's ability or grasp of

essentials. Tndeed, Sykes had a much clearer picture of

4. (continued) ther pioneered and flew +rn Cairo-Baghdad
beginnine in 1921, saveral years before they flew any
major Afnican routes. They did survey the Cairo-Cane
route while Churchill was in office.

\n

5. M™he point has hbeen raised that it would have been more
logical to place civil aviation unéer the Board of Trade
and not the Air Ministry, in other words, a divorcing
from the Royal Air Force in much the same way as the
Merchant Marine was separated from the Royal Navy.

See Grey, History of the Air Ministry, n. 89. One
explanation lies in the fact that while most
contemporary observers could see that navy and merchant
marine ship requirements were quite different, and were
not easily interchangeable, few realized that aircraft
design would pursue two separate paths for civil and
nilitary purpoces. See Robertson, Rritish Aviation,

P. 11. One M.P., Joseph Batey, noted the parting of
the ways in aircraft development in 1922 and argued
that aircraft for civil purposes must he constructed

so as to be convertible to military aircraft at an
hour's notice! Hansard, CLXI, March 14, 1923, Col. 1643.
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what could be done and how it should be done than his
Secretary of State. For three years Sykes was civil
aviation's most passionate advocate, and from platform
and printed page he urged the Government and industry to
take action. If he failed in his appointed task, he was
a victim of circumstances beyond his control. He stumbled
as did all concerned with civil aviation in these years
along a road which seemed to lead in every direction but
the right one. 56

Nonetheless, these few years after the war raised
questions and hopes of considerable importance to the
developmental history of civil air transport in Great
Britain and her African Zmpire. Churchill, if not
particularly air-minded, was Empire-minded, and it was
likely this latter concern that warmed his reception to

the first proposal for an "Imperial Air Transport Company".57

56. Sykes' major hurdle was Churchill, whom he saw as
guilty of short-sightedness in civil aviation matters.
Sykes stumped for subsidies, and urged development
within the Empire which would link up ultimately as an
Imperial air network. See CAB 24/116, Memorandum by
the Controller-General of Civil Aviation, October 29,
1920; also Aviation in Peace and War, p. 129. Sykes
contributed numerous articles to Journals including
"The Air Routes of the Empire", Modern Transport, II
(February 7 & 14, 1920), pp. 19 mperial
Air Routes", Geosrgphlcal Journal, LV (Aprll 1920),
pp. 241-70, "Civil Aviation", Aeronauttcal Journal
XXIV (November, 1920), pp- 579-94, and "Aviation and
Air Transport", Journal of the Institute of Transport,
II (March, 1021), pPp. 207-16.

57. AVIA 2/1706. "Imperial Air Transport Company" - Draft
Charter, February 6, 10G109.
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It was as well the first serious proposal to link Cairo to
Cape Town via British East and Central Africa. Major-
General W. G. Salmond, Air Officer Commanding the R.A.F.
in the Middle East, visited England in March, 1919, and in
company with Sykes presented Churchill with a draft charter

of a company to be formed to organize civil air transport

on the Cairo-Karachi-Australia and Cairo-Cape Town routes.58

The charter noted that:

the existence of a powerful British Company,
controlled by those of Our Subjects in whom
We have confidence, and having its principal
field of operations in Egypt, Mesopotamia,
Southern Persia, India, Straits Settlements
to Australia, and in Sudan, Uganda, East
Africa, Central Africa, Rhodesia and South
Africa, would be advantageous to the commercial
and other interests of Our Subjects in the
United Kingdom and in Our Colonies....That
the future interests of Our Subjects in the
United Kingdom and in Our Colonies largely
depend upon the development, under a strong
organization, of air transport. 59

58. 1Ibid. Note that the first proposed Imperial routes
were to begin in Cairo, not London. In the first
place, the British military presence in Egypt in 1920
was sufficient to assure that all aviation was in
British hands and that an Imperial air service could
operate from there. Secondly, both proposed routes
extended through British territory or spheres of
influence, with the assumption that there would be
no difficulties in obtaining air rights of passage
enroute. To initiate an Imperial route from London
to Cairo meant not only obtaining rights of passage
from France and Italy, but also landing ané other
gsround facilities to cater for limited range
aeroplanes. Negotiations to obtain such rights
dragged on for almost ten years, in part because
of European obstructionism, in part because Great
Britain was reluctant to grant foreign air lines
like rights for British territories.

PO Ibid.



33

Churchill's reaction was one of general approval. He
asked Salmond to provide further details, which he outlined
in a separate memorandum. 60 Salmond deplored the lack of
any policy aimed at air route development, and pointed out
that '"private companies are agitating in Egypt, Sudan, and
India for concessions, but nothing can be done owing to the
uncertainty of the Governments concerned as to the policy
to be followed". He added, "The Air in the Middle East and
Africa constitutes a realm to be explored and developed." 61

Salmond had already initiated a survey of the Cairo-
Cape Town route with Air Ministry concurrence before
Churchill took office. 62 His special concern was that
Great Britain should act to be first in the field in Africa
where British control from Egypt to South Africa would
facilitate ranid development. He rejected the idea that
private commercial interests should be left to organize
the route, and likewise set aside the possibility of a

state-owned air line. He saw the chartered company

60. Ibid. Salmond submitted a memorandum on commercial
flying in Egypt, the Middle East, and Africa to Sykes,
March 12, 1919. "He took me to see Winston as a result
and Winston expressed general approval, said the
proposal was a big Imperial project and wanted further
details." Salmond to Trenchard, April 10, 1919.

61. Ibid. Salmond memorandum, "Air Service Requirements
in the Middle East and Africa with their Special
Relation to Air Routes", March 12, 1919. See also
AIR 19/108, "Air Routes, 1918-19".

62. AIR 2/120. See below, p. 58.
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organization as the best possible compromise between
private and public interests, an organization which would
thus recognize the rights and interests of private
companies and at the same time assure the Government's
supreme authority. 82 No doubt, Salmond had in mind
the Vickers Company as recipients of a Royal Charter. &
In January, 1919, Messrs Vickers Limited, like Handley
Page and other British aircraft manufacturers, were casting
about the world for new markets. As yet there were few
commercial air lines to purchase aircraft, and military

demands had almost stopped as peace brought demobilization

"and retrenchment. &> One answer to the situation appeared

63. AVIA 2/1706. Salmond Memorandum. "As in Rhodesia and
formerly in India a Chartered Company developed national
interests with great gain to the State, so let the same
principle be applied to the development of air supremacy,
commercial and political...."

4. Ibid. While Salmond makes no specific reference to
Vickers in his correspondence with the Air Ministry,
his note that "private companies are agitating"
suggests he was well aware of Vickers ideas for an
African service. No other British company had advanced
a serious proposal. The idea that Vickers should
operate under a Royal Charter rather than, say, as a
company incorporated under the Company Acts, appears
to stem from Salmond's own interpretation of the
meaning of a Royal Charter. The very title suggested
the "full authority of the Imperial Government" which
would "clear the air from all doubt on the part of the
Governments concerned as to what air transport
organization they could rely on...." Private enterprise
alone would lack this prestige, while neither state
financial support nor state-ownership would assure his
hopes for a strong company "whose business enterprise
and efficiency is untrammeled by Treasury control...."

65. At the beginning of 1919, there was only one registered
British air line, Air Transport and Travel, and no air
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to be the establishment of air transport organizations by
the manufacturers themselves, thus creating their own
demands for aircraft and servicing, and at the same time
widening their interests to include air line operation.
Vickers looked to both Egypt and West Africa as possible

66 In a letter to the Foreign

areas of commercial promise.
Office they set out a detailed proposal for a flying boat
service to operate out of Cairo as far south as Kisumu,
stating that:
in the first instance, a Syndicate be formed
to survey the whole route between those places,
and that, on concessions being granted in Egypt,
the Soudan, Uganda and British Kast Africa for
flying and for the obtaining of sites for repair
shops, etc., a Company should be formed.... 67
The route offered special advantages to air line
establishment, Vickers argued; a favourable climate year

round, great gains in time over existing rail and steamboat

65. (continued) 1lines commenced regularly scheduled
operations until August, 1919. With the exception of
the British Aerial Transport (BAT) FK 26, the first
British aircraft designed and built expressly for air
transport services in 1919, the first aircraft used
were converted war-time models (e.g., the Handley Page
0/400 and the Vickers F.B. 27B Vimy Commercial) of
which there was an embarassing surplus. The aircraft
industry viewed the situation with concern, but some
members responded with imagination. Vickers, for
example, developed a strong interest in airships.

66. AVIA 2/1694, Civil Aviation in Egypt, 8/2/19-18/4/20.
Also CO 96/605, Use of Aircraft in the Gold Coast,
22/10/18-30/11/19. Handley Page Limited looked to
South Africa, South America, and hoped as well to
establish a Brindisi(Italy) - Egypt service.

©7. AVIA 2/1694. Vickers Limited to Foreign Office (Curzon),
January 27, 1919.




36
services, and the pocsibility of developing branch lines
"in a country that is almost wholly undeveloped as regards
transport". Repair depots would be established at Cairo,
Khartoum and Kisumu to service the twenty-four Valentia
Flying Boats required for the service. No problem was
seen in staffing these depots, according to Vickers, for
"native labour in Egypt has been fully exploited by the
R.A.F.", and "hundreds of trained mechanics already exist".
The proposal envisaged a service which would take 4% days
to cover the 2,440 miles with overnight stops at Wadi Halfa,
Khartoum, Hillet and Mehagli. It concluded:

Any consideration of the probably commercial
success of an aviation project must be
prefaced by the remark that commercial
aviation is an entirely new thing. One

can only deal with potentialities. These
are extremely good. 68

68. Ibid. The proposed scheme set out an interesting
comparison of times and fares (in pounds sterling)
between existing rail and steamboat services and
an air service:

Rail/Steamer Air Surface Air
Sector Fare Fare Time Time
Cairo- 118.10.0 S0 6 40 days 4% days
Kisumu (with food)
Khartoum- 65.10.0 67.10.0 23%-30 days 2% days
Kisunmu (no food)
Shellal-~ 70 81510 20 hours 2% hours
Wadi (with food)

Rejaf- Human porterage 4.0.0 7-10 days 1 hour
Nimule only - £35

Khartoum- 20.10.0 37.10.0 6-8 days 2 days
Re jaf (no food)

It was not planned to serve food aboard any of the air
services.
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The scheme received a good deal of attention and

support for a few months in early 1919. 69 Salmond was

not alone in seeing the need for the establishment of
British air supremacy in the area. Curzon at the Foreign
Office concurred with the general outlines of the proposal
and instructed Allenby, the United Kingdom High Commissioner
in Egypt, to assist the 'syndicate' in obtaining the
‘necessary concessions. 70 Allenby toc argued that the
‘whole question of British air policy must be given early
consideration by the Air Ministry, and in the special case
of Egypt by the Foreign Office as well. 1In a long letter
to Curzon he tied the undecided air situation to the still
unsettled state of Anglo-Egyptian relations. While the
R.A.F. maintained their own air bases in Igypt, civil

aviation was in the hands of the Egyptian authorities. {3

69. Curiously, the Vickers proposal was not submitted for
study to the Advisory Committee on Civil Aviation until
November, nearly six months after Vickers were advised
that the concession could not be granted. Weir noted
that "we have no definite reference as to what the
Secretary of State desires", and asked, "what exact
help do Messrs. Vickers require? Until this information
is obtained, I do not think that my colleagues or myself
can proceed further unless Mr. Churchill asks us to
report on some definite question". AVIA 2/1694. Weir
to F.G.L. Bertram, Secretary to the Advisory Committee
on Civil Aviation, November 28, 1919.

70. AVIA 2/1694. Curzon to Allenby, February 7, 1919. The
Colonial Office was likewise assuring cooperation in
Uganda and British East Africa.

71. AVIA 2/1694. "With regard to aerodromes,...all [except
R.A.F.]...were declared a mononoly of the Egyptian
Government by a Sultanian Decree of March 24th last."
Allenby to Curzon, April 18, 1920.
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There was a 'ban' on civil flying in the country, 72 but,
Allenby warned, if the Egyptian Government decided to allow

a British or Anglo-Egyptian company to commence operations,

it might not find it "practicable to exclude purely Egyptian
or foreign companies from fair competition”. What was needed
was British action --- a policy and an agreement with Egypt
which would secure British air rights in Egypt --- and British
capital. "Recent events", he wrote, "have given me ground for
thinking that any further uncertainty in the matter may prove
increasingly embarassing." 75
Zgypt, of course, occupied a central place in any
planning of an Imperial air transport scheme. It was to
become, in the phrase of the day, 'the Clapham Junction’

74

of the Empire. It was also the most vulnerable link in
-any planned chain of Imperial air communications. While

 British influence was strong, and the pressures which Great

72. Actually, there was not a 'ban' on civil flying as such,
' but as no aerodromes had been licensed for civil flying
as yet, civil aircraft were effectively prevented from
operating.

75. Allerby noted that the French had recently requested
information for French civil aviation interests with
designs on Egypt. AVIA 2/1694. Allenby to Curzon,

' April 18, 1920. The joint Handley Page/Italian
interest was also of concern.

74. The origin of the expression is obscure, although

' Sykes used it on occasion and appears to have given
it popularity. See his "Imperial Air Routes", p. 244,
See too The Times, February 7, 1920, p. 13.
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Britain could bring to bear considerable, Egypt was not a

colony or even British territory and could not be treated
as such. Any British plans to push air routes to the east
or south were contingent upon Egyptian cooperation. To
British authorities, 'cooperation' in this case meant that
any British proposal for aeroplane or airship operation
required Egypt to grant the favoured organization exclusive
rights of establishment and operation. British fears were
not that Egypt would proscribe civil aviation indefinitely,
nor that British companies would be excluded from flying in
and from Egypt. The concern was that the French, or the
Italians, or even the Germans would be given competing
concessions. For strategic and political reasons, neither
the Air Ministry nor the Foreign Office found such a
ossibility desirable. 75

Fortunately for Great Britain, these worst fears were
ot realized for the Egyptian Government rejected the Vickers
Jroposal, considering it 'premature' to initiate civil flying

76

the country. It was a welcome respite for Great Britain,

s yet undetermined on a civil aviation policy for the Empire.

« The situation is reviewed in AIR 2/201, "Memorandum on
Civil Aviation in Egypt (Legislation and Organization),
1920-21, August 4, 1920. See also AVIA 2/1671, "Civil
Aviation in Egypt", a report by Squadron Leader Long,

Air Consultant to the Egyptian Ministry of Communications,
June 22, 1922. For expanded discussion see chapter II.

AVIA 2/1694. Allenby to Curzon (telegraph), April 25,
1919, and Sykes to Vickers, May 14, 1919.



But if the Egyptian action temporarily set aside the
possibility of foreign aviation interests moving in, it

also dashed whatever hopes were held to initiate imperial

air transport in Africa. While there was no guarantee

that such a venture would have been successful, there is

no doubt that better chances of success were offered in

1919 than in the several years following. The post-war
recession and the consequent government response in a

policy of economic retrenchment had not yet made its full
impact. Private enthusiasm still ran high as the first
British air lines running to the continent had still to

taste the dregs of failure and in so doing discourage
investor and government alike. 7 Not until Tony Gladstone
and Sir Alan Cobham put forward their ideas for air transport
development in British Africa from 1925 onwards was the Cairo-
Kisumu route idea revived, and the extension of the service
as far south as Cape Town had to await the efforts of
Imperial Airways in 1932. In short, indecision and
procrastination in 1919 delivered a sharp setback to

78

civil aviation progress in the African empire.

77. The experience of the pioneer British air lines in
the United Kingdom is adequately discussed in Higham,

Britain's Imperial Air Routes, pp. 19-75. See too
Eric ElrEheag, "he Financial Failure of British Air
Transport Companies, 1919-1924",

78. In contrast, the French were forging ahead with civil
aviation development in their African empire in North
and West Africa. A government policy of generous
subsidies, the geographic fact that France did not
have to negotiate with foreign powers to fly the
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Still, Churchill does seem to have taken his cue from

the Salmond memorandum. In May he called upon Lord Weir
0 chair an Advisory Committee on Civil Aviation whose
:irst task was to consider the question, "How best to
_;.anize Imperial Air Routes". T The Committee's Report

sn Imperial Air Routes, and a later Report on Government

(continued) route France-North Africa, and imaginative
private enterprise combined to effect the establishment
of a regular service along a line Toulouse-Casablanca-

were being pursued to carry passengers and to link
Senegal with South America. A readable introduction to
these developments is Jean-Gérard Fleury, La Ligne (Rio

et les Colonies", ibid., XXX (January, 1920), pp. 17-9.
The first French flight in Africa was at Dakar in 1911,

for the aeroplane in Africa. In 1919, the F.A.F. was

19, 1919. The British Air Ministry kept a watchful and
perhaps envious eye on these activities. Note, for

example, Air Ministry, Synopsis of Progress of Civil
Aviation in Foreign Countries, Cmd. E?é (1919).

9. "I have decided that the time has come to appoint a
strong standing committee to assist me in dealing with

Churchill to Weir, May 19, 1919, quoted in Reader,

the committee represented big business and finance, the
aircraft manufacturers, the Royal Air Force and the
Department of Civil Aviation. Curiously, there was not
a direct representative from commercial air transport
interests. See AIR 1/%62, Air Ministry, Advisory
Committee on Civil Aviation, Report on Imperial Air
Routes, Cmd. 449 (1920) for committee membership.

See too AVIA 2/1714 for Churchill/prospective members
correspondence.

Dakar by 1925. This was a mails only service, but plans

de Janeiro, 1942), and R. Mauny, "Pionniers de 1l'Aviation
en A.O.F.", Tropiques (October, 1955), pp. 32-7. See also
articles under general title "L'Age de 1'Air en Afrique",
L'Afrique Franceise, 1920-22, and C.-J. Celhan, "L'Aviation

an indication of early French Air Force interest in a role

making a complete survey of the Sahara. Aeroplane, March

the problems arising in connection with civil aviation",

Architect of Air Power, p. 83. Members of the committee
included Lord Incheape, Sir James Stevenson, Colonel J.T.C.
Moore-Brabazon, Mr. Charles I. de Rougement, Mr. H. White-
Smith, Professor L. Bairstow, Trenchard, Sykes, and Sir W.
Arthur Robinson, Secretary of the Air Ministry. In general
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éggistance for Development of Civil Aviation were grafted
on to the already considerable body of knowledge and
advice in the hands of the Air Minister. 80
In the first report the Weir Committee dealt only with
nheavier-than-air machines" (proposing to deal at a later

date with "lighter-than-air craft"), 81

and only with the
linking of the United Kingdom to the '"main outlying portions
of the British Empire", namely Canada, Newfoundland, South
Africa, India, Australia and New Zealand, adding Egypt as

an afterthought. Ignoring the current interest in African
operations, the Committee argued that "the proper place for
initial action is the route from this country to India, and
ultimately thence to Australia", with the Egypt-India sector
to receive first attention. 82 As to who should operate the
route, the Committee agreed that the Royal Air Force should

continue with plans to open the route and establish and

maintain airfields along the way, but that eventually

80. AIR 1/362, Report on Imperial Air Routes, October %0,
1919. AIR 375353 and CEE 24/105, Air Ministry,
Advisory Committee on Civil Aviation, Report on
Government Assistance for the Development of Civil

Aviation, April 20, 1920, Cmd. 1 7

- 81. Report on Imperial Air Routes, p. 3. Apparently no
report was made on lighter-than-air craft (airships).

82. 1Ibid. The Committee was "convinced that this section
1s the sphere in which experience can be most readily
and usefully obtained, as the conditions of aerial
navigation on this section are judged to be more
favourable than elsewhere'.
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private enterprise, state-aided, should establish a civil
air service. 85 Government assistance in this case would
include the provision of "meteorological and wireless
information and the like", and "what may be called Air

Ports". 84

Additional support could come from guaranteed
air mail revenue, and the Committee recommended that the

Air Ministry and the General Post Office collaborate to

set out the terms of a mail contract and call for tenders.85
For the most part, these were the limits of Government

support suggested by the Committee, although they admitted:

gy, Ibid., pp. 4-5.

84, 1Ibid., p. 4. Reader, Architect of Air Power, p. 86,
notes that "the Committee can perhaps claim credit for
having coined the phrase 'air ports', always printed
in two words and obviously regarded by them as a
neologism".

85. Report on Imperial Air Routes, p. 4. "It would seem
at the first step is to ascertain on what terms

arrangements can be made for the carriage of mails by
air --- the carriage of express goods and of passengers
being relied on as ancilliary to the carriage Of mails."
[Ty iEaIicsl. Higham (Britain's lmperial igr_ﬁoutes,
P. 25) points out that Munfortunately™ this latter piece
of advice was ignored by London, but adopted by the
United States with great success. Throughout the period
under study, there was a debate as to whether "mails only"
aeroplanes should be employed to service the Empire
routes ---- the advantages being that smaller, faster,
less sophisticated aircraft could be used more cheaply
and provide more frequent service. The British
Government never did agree, indeed, passenger comfort
and accommodation seemed to take first priority at least
until the introduction of the Empire Air Mail Scheme in
1937. It is doubtful, as well, whether the Post Office
could have been swung to the idea at this early date,
despite the conviction of many, like Sykes, who argued
that "mails --- at all events for the time being ---
are the basis upon which commercial aviation...must
develop". "Civil Aviation", Aeronautical Journal,
XXIV (November, 1920), p. 580.
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That the necessity for additional expenditure
on the development of these ports for purely
civil purposes in order to meet the increase
in frequency of the services should not be
overlooked, though only experience can show
what such expenditure may be. 86
At no point in this first report did the Committee
consider direct Government assistance in the form of
subsidies to any private air line operator intending to

87 nor did they

establish air services on imperial routes,
entertain the idea of an imperial company to carry the
banner of British prestige across the world. For what was
to be one of the greatest and most demanding tasks faced by
the Empire - the establishment of a chain of imperial air
communications - the Committee was quite content to fall
back on what they considered to be tried and true British
practice. In defending the proposal that the organization
and development of imperial air routes should lie in the

hands of private enterprise "with some measure of State aid

behind it", the Committee pointed out:

86. Report on Imperizl Air Routes, p. 5. Churchill was in
general agreement with the Report and "the nature of
the assistance to be given by the State". CAB 24/93.
C.P. 191, Churchill Memorandum, November 22, 1919. He
described the Report as "this first instalment of an
Imperial air policy which cannot but have most important
and far reaching results in the consolidation of the
Empire".

87. Report on Imperial Air Routes, p. 5.
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That it is in this way that the development

of British trade and industry has been
attained in the past, and that it best

secures the initiative and drive which are
vital in the undertaking now under review....
at this stage the Committee hold that the case
is one for the application of the traditional
British method of private initiative and
private enterprise.... 88

It was a view shared by many in these early years of
British aviation. 89 It merely confirmed Churchill's own
ideas on the relationship of government to civil aviation.
In the debate on the Air Estimates in March, 1920, he

stated:

B8. Ibid., p. 4.

89. Civil aviation was caught up in a general dislike of
state intervention, despite its acceptable history in
other areas, and a general desire to return to
'normalcy' with its consequent de-control of industry
as had been necessary during the war. See Birkhead,
"The Beginnings of British Civil Air Transport, 1919-
1924", p. 31. The expressed need for government
economy was thus only a partial explanation to the
slowness of the British Government to accept the
subsidy principle. Trenchard stormed against any
direct government assistance, noting that "It is

not a system on which the British Empire has built

up any of its great industries" (Report on Government
Assistance, p. 9); Sir Sefton Brancker, the Managing
Director of Air Transport and Travel, stated,
"Personally, I am against subsidies (Proceedin 8 of
the Air Conference, 1920, Cmd. 1157 TA921], p. 28);
and as late as 1923, Sir Samuel Hoare could state to
the House, "The Fouse does not like subsidies. I do
not like subsidies". Hansard, CLXI, March 14, 1923,
col. 1620. In marked contrast, the French, Great
Britain's major European and Imperial air transport
rivals, commenced support of the infant aviation
industry shortly after the war had ended. A valuable
study of the early French experience is M. D. Tolles,
A History of French Subsidies to Commercial Aviation
(Northampton, Mass. and Paris, 19%3).
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only sufficient capital and resources would resolve.

Civil Aviation must fly by itself; the
Government cannot possibly hold it up

in the air. The first thing the
Government has got to do is to get out

of the way, and the next thing is to
smooth the way....any attempts to support
it by floods of state money will not ever
produce a really sound commercial aviation
service which the public will use, and will
impose a burden of an almost indefinite
amount upon the Exchequer. 90

This general hostility to the subsidization of civil

air transport was the major hurdle to be cleared in the
first five years of British and Imperial civil aviation
development. While most were aware of the problems

associated with developing a new form of transport, few

seemed ready to admit that the problems were such that

91

‘The danger was that civil air transport could well become
caught in a vicious circle of impossible circumstances.
Private investors were not prepared to come forward until

they were assured that air transport could operate safely,

o0.

1.

Hansard, CXXVI, March 11, 1920, col. 1622. It may be
that too much was made of this statement at the time,
for it was said almost as an aside in the course of a
much more serimus defence of his holding two offices
(War and Air). Still, it captured the moment and
became, as Higham has noted, "the key sentence in
British air transport history". See his Britain's
Imperial Air Routes, p. 40.

The very root of pioneer air line troubles lay in the
'shoe-string' basis upon which they started and
operated. 'Devil-may-care' pilots, converted war
machines, and the energies and imagination of the
developers were no substitute for the capital
assistance which would enable modernization and
development to proceed apace until the air transport
business was established on a permanent footing. The
realization of what was required to achieve this end
dawned slowly in Government and private sectors alike.
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regularly, and swiftly, and in so doing attract public use
for mail, the shipment of goods, and travel. This would
mean revenue and a good chance of making a profit. However,
to make air transport efficient and attractive to private
capital investment, the first air lines needed better
equipment, better ground facilities, more extensive
promotion and public education, all of which required
the administration of capital in heavy doses. Only the
Government was in a position to act, and action meant more
than merely to 'smooth the way'. 92

To the credit of the Weir Committee, their second

report, the Report on Government Assistance for the

Development of Civil Aviation, faced the realities of the

situation even as Churchill was holding firm to the idea
that civil aviation must pay its own way to success. While
pointing out that "a healthy industry can only find a sure

93

foundation in individual faith, adventure and effort",

92. Nor was it a question of the Government 'getting out of
the way'. The problem still remained as to how much
capital assistance was necessary to put civil aviation
on a sound commercial basis, or at least to justify
public expenditure. An editorial comment that "one
hundred million pounds spent on civil aviation would
be money well spent", was as unreasonable as it was
impossible. Modern %ransport, II (February 7, 1920),

P- 1. A more likely comparison was made with the French
Government's financial support; in 1921-22, for example,
France was subsidizing French companies in the amount of
£1,3%28,600, while Great Britain gave £85,000 to theirs
(Higham, Britain's Imperial Air Routes, p. 45). 1In
short, support meant success, economy meant failure,

and the sums required were such that only the Government
could provide if it would take the whole question of air
development seriously.

93. Report on Government Assistance, p- 3.
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the Report introduced the idea of "national interests",
and saw these as determinants in the question of direct
government assistance to civil aviation. "From our review
of the general situation", the Report noted, »

and from the evidence given before us, we
have come definitely to the conclusion that,
in spite of the indirect assistance so far
recommended and in course of being provided,
the development of civil aviation so far
attained may yet stop short, and that the
operational experience which is essential

to that development may cease. We think
that national interests demand that such

a risk should be avoided, and we have
accordingly been led to consider whether

the provision of a measure of direct
assistance cannot be justified. 94

In this second report, completed in 1920, the Committee

was in a better position to assess the situation than it had
been in its first report in 1919. Clearly the few British

ir services operating to the continent were struggling to

o2

survive in the face of heavily-subsidized French competition.

indful of the continued stress on national economy, the

94, Ibid., p. 6.

95. The Report was published in July at which time the
following British air services were operating:

Aircraft Transport and Travel: London to Paris.
London-Amsterdam-The
Hague-Rotterdam.
Handley Page Transport: ILondon-Paris.
London-Brussels.
Realistically, the British companies needed to charge
about £10 for London to Paris; the subsidized French
were charging £5. Unfortunately, the only detailed
financial records of air line operation during this
period are those of Daimler Airway, which commenced
operations in April, 1922. See Birkhead, "The Financial
Failure of British Air Transport Companies, 1919-1924",
and "The Daimler Airway, April, 1922 - March, 1924",
Journal of Transport History, III (November, 1958),
pp. 195-200.
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Committee still felt that the troubled state of British
"and Imperial civil aviation justified a "depérture from
the traditional British policy of leaving trade and

96

industry to take care of themselves". Here was the
first serious approach to the idea that reasons of
‘national prestige and national defence' were sufficient
in themselves to argue the case for direct government
financial support of civil aviation. Although the
argument was not fully accepted until Imperial Airways
was formed in 1924, the Report made clear that commercial
‘considerations alone could not dictate the progress of
civil aviation development in Great Britain and the
Empire. 97 The Committee did not anticipate that
government assistance would always be necessary, but
direct aid was essential in the first few years, and it
recommended that a maximum sum of £250,000 be paid to
‘companies operating on approved routes in the financial

years 1920-21 and 1921-22. 28

96. Report on Government Assistance, p. 6.

97. 1Ibid. "There is undoubtedly serious risk that the lead
in aviation attained by this country during the war may
be lost unless further assistance is forthcoming for
civil aviation. The failure of civil aviation would
result, not only in a loss of British prestige in a new
and potentially important sphere of commercial acitivity,
but would also re-act unfavourably on service aviation...."

98. Ibid., p. 7. "Payments...should be calculated on the basis
of 25 per cent of the total certified gross revenue of each
company (exclusive of the Government grant) earned by the
carriage of passengers, mails or goods."
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Rather surprisingly, Churchill appears to have

accepted the recommendation, 29 as did Sykes. ey So too

did the first Air Conference held in London in October. 124

It strongly supported the Report and unanimously adopted a
resolution which read:

The Air Conference, 1920, desires to
record its emphatic opinion that the
rapid development of civil aerial
transport is vital to the interests of
the Empire, not only as a means of
developing its communications, but also
as an essential element in its defence,
and endorses the recommendations of Lord
Weir's Advisory Committee on Civil Aviation
and urges their adoption by His Majesty's
Government. 102

99. AIR 1/2421. Secret memorandum prepared by Churchill
and printed for the Cabinet, May 7, 1920. Noting that
the Weir Committee proposal limited the Government
liability to £250,000 over the next two years,
Churchill wrote, "If the whole sum is earned, it will
mean that within two years aerial transport companies
will have extracted by genuine business from the
pockets of the public £1,000,000 in payments..., and
I am of the opinion that should the companies succeed
in doing this, civil aviation will have established
itself on a commercial basis. By means of rigid
economy I hope to be able to find the first half of
this sum from the Air Estimates for the current
financial year." See too CAB 24/105, C.P. 1265.

100. CAB 24/116, Memorandum by the Controller-General of
Civil Aviation, October 29, 1920, p. 5.

101. AIR 1/2101, Report of the Air Conference, October 12,
1%, 14, 1920, subsequently published as Proceedings of
the Air Conference, 1920, Cmd. 1157 (1927). Held at the
Guildhall in London, the conference was attended by most
of the key figures in British civil aviation circles,

including all the commercial operators, and Sykes.
Churchill attended briefly to deliver a speech.

102. Proceedings of the Air Conference, p. 4.
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In general, the national press lent its support to the
Report and the Air Conference resolution, one newspaper
censuring the Government for its "unimaginative correctitude

“which shudders at the thought of public assistance to a new
103

104

industry", another stating firmly, "we think Lord Weir

is right". Five months after the Report was submitted,

Weir, in a letter and memorandum which Churchill circulated
"to his cabinet colleagues in November, stressed his
continued faith in the rightness of the Report's
recommendations. '"Before you decide", he wrote Churchill,
‘"I wish to make a suggestion'.

Go out to Croydon, which is the first complete
terminal aerodrome in the world, and watch it
at work for a couple of hours. See the machines
with their passengers, goods and mails arriving
and departing to Paris, Brussels, Amsterdam.
Speak to the passengers, go into the custom-
house, examine the character of the goods.

The whole thing is full of romance and
practical possibilities. The service may

be irregular, many of the arrangements very
crude, but quite definitely the work is

started and is being done. The possibilities
are being disclosed and a new era in
communication is being opened up. This

has all been done in eighteen months.

Think what might be done with some help

in the next two years. 105

103. CAB 24/116. Newspaper extracts appended to Sykes'
memorandum of October 29, 1920, printed for the
Cabinet by Churchill, November, 1920. Pall Mall
Gazette, October 12, 1920.

104. CAB 24/116. Morning Post, October 14, 1920.

105. CAB 24/116. Letter and Memorandum, Weir to Churchill,
September 28, 1920, p. 3. Also quoted in Reader,
Architect of Air Power, pp. 94-95.
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In the face of these many arguments, the cabinet
remained unmoved. The insistence upon government economy
was more than a match for the forces arrayed against it,
and the Government could always count on the apathy of the
general public. Only when all British air services to the
continent were closed down during the winter of 1920-21 was
Churchill able to include a modest amount for subsidies to
civil aviation in the Air Estimates for 1921-22. It was
almost too little too late. o

The whole subsidies question with its wider implications
of the role of government in civil aviation development was
as relevant to the case for air transport in the dependent
empire as it was in the United Kingdom. While the Dominions

and India were responsible for their own internal air

transport development and were quite prepared to let the

106. The Treasury fought the idea in June, 1920, noting
that it was "in full agreement with Air Marshall Sir
Hugh Trenchard's Minority Report...." (Trenchard was
the only member of the Weir Committee to submit a
minority report, rejecting the idea of subsidies,
although Lord Inchcape curiously signed the Report
then added, "in the present state of the country's
finances I am not in favour of subsidising any
aviation company”".). The Treasury letter of June 15
went on, "their Lordships desire to associate
Themselves with the view expressed by the Secretary
of State...that 'Civil Aviation must fly by itself'
.++s" See Reader, Architect of Air Power, pp. 93-94.
The proposed subsidy by Churchill, to which the
Treasury had to agree, was in the amount of £60,000
(Air Ministry Communiqué 635, January 8, 1921),
although when the subsidy scheme went into effect on
March 19, 1921, it provided for an Air Ministry maximum
liability of £88,200 in the financial year ending March
31, 1922. See Higham, Britain's Imperial Air Routes,
Pp. 42-3.
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United Kingdom take the lead in initiating Imperial air
services, the colonial administrations, particularly in
Africa, had to follow the British lead. °7 With the
exception of South Africa, and to a lesser extent,
Southern Rhodesia, nowhere in British Africa were there
the men, the resources, or the funds to promote and
organize civil aviation independently of Great Britain.
There was interest, even enthusiasm, but it was scattered
among the white Africans and here, as in Great Britain, a

few voices raised were not enough. 108

As long as British
aviation stumbled on the path to a better future, African

air transport ambitions could but stumble along behind.

107. While an unwillingness to spend money on civil
aviation study or experiment explains to a large
extent African colonial administrations' apparent
lack of enthusiasm, a general skepticism about civil
aviation possibilities appears to have taken its cue
from Great Britain. As well, British Governments in
Africa were primarily interested, if interested at
all, in an air link with the United Kingdom, and not
local or inter-colonial services. An Imperial link
was thus an Imperial responsibility in the hands of
the British Government in London. There were some
exceptions to this attitude; Gold Coast and Nigeria
in 1919-1920 and again in 1§29—1931, and the Sudan,
Uganda and Kenya in 1924-1929. See below chapters
II-V and chapter VIII.

108. Only in South Africa and in the Rhodesias did the
indigenous white Africans attempt to promote and
establish civil air transport services during these
early post-war years. Inadequate financing, poor
equipment, and the failure of either Government or
public to respond to these efforts accounted for
their general failure. Harry Klein, Winged Courier
(Cape Town, 1955) provides the best account of the
early South African experience. Southern Rhodesian
civil aviation history appears in a number of works
by Jack McAdam (see bibliography). See also chapters
VI and VII below.
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Nevertheless, against a background of government
stubbornness on the subsidies question, the concern for

government economy and laisser faire economics, and an
109

imperial preoccupation with airship possibilities,
‘aviation and the aeroplane were taking their first, albeit
hesitant, steps to establish air transport in British

Africa. The pioneers were not the rugged individualists

of British experience, but officers and men of the Royal

Air Force, in 1918 beginning a long and important association

110

with air transport development in Africa. Along with

—

109. With the possibilities suggested in the successful
two-way crossing of the North Atlantic by the airship
R.34 in 1919, a great ground-swell of ideas and support
for the airship as the new agent of empire appeared.
Churchill supported the airship as well (AIR 1/2421,

Air Council Minutes - Airship Proposals). By and

large, the thinking was that the airship would fly

the long-range imperial routes with aircraft

operating on feeder lines, and the added suggestion

was that a commercial company be formed backed by the

Governments of Great Britain and the Dominions (see

A. H. Ashbolt, "An Imperial Airship Service", United

Empire, July, 1921, pp. 499-502). The Imperial
onference of 1921 established an Imperial Air

Communications Committee under the chairmanship of

Captain Frederick Guest, and its only report devoted
little space to aeroplanes. However, its proposed

scheme for an imperial airship service, accepted by

the Conference, was rejected by India, South Africa

and New Zealand. See Maurice Ollivier, ed. and comp.,

The Colonial and Imperial Conferences from 1887 to 1 :

vol. ttawa, s, appendix 5, DPD. : -54: also

Conference of Prime Ministers and Representatives of the

United Kingdom, The Dominions, and India. Summary o

Proceedings and Documents. Cmd. 1474 (1921), appendix III,

p. 45. The most recent serious study on British airship
history is R. D. Higham, The British Rigid Airship, 1908-
1931 (London, 1961).

110. Too little importance has been attached to the role
played by the Royal Air Force in the development of
air transport in British Africa. While their flights
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French civil and mrilitary air activities in West Africa and
the Sahara, Belgian air transport experiments in the Congo,
and the promotions of local air enthusiasts in Southern
Africa, the R.A.F. shared the task of ushering the dark
continent into the air age. <\
The idea of linking Cairo to Cape Town was, of course,

the Cecil Rhodes dream of an 'all-red route' through Africa.
In late 1918, when Major-General Salmond received Air

Ministry approval to survey the route for air services,

the dream was still very much alive. The armistice with

110. Econtinued) of survey from Cairo to South Africa
annually beginning in 1926) and Khartoum to West

Africa (biennially beginning in 1925) were made
largely with strategic considerations in mind, there
is no question but the information they gathered
and the preparation of routes and route facilities
they made were of great value to later commercial
flights. Detailed reports on every flight were made
to the Air Ministry. See AIR 5 and AIR 20 series,
Air Historical Branch, R.A.F. Flights and Surveys,
1919-1938, chapters 1-200.

' 111. For brief reviews of pioneer civil aviation in the
French and Belgian empires in Africa, see R.E.G. Davies,
A History of the World's Airlines (London, 1964), pp. 12,
15, 28-9, 71-3. In addition to published sources already
noted (see footnote 78), French progress is discussed in
Antoine de St. Exupéry, Courier Sud (Paris, 1929), and

J. Dagnaux, "Dans le Ciel du Saghara", Revue de Paris,
XXVIII, part 5 (September 15, 1921), pp. #10-%9. In the
Congo, the Belgians operated the first regularly
scheduled air line in Africa. See Commandant Cornelius
"L'Aviation au Congo Belge", Congo, I (1926), pp. 463-76,
L. Blin Desbleds, "Airways in the Belgian Congo", African
World, West African Monthly Supplement (April 30, 39275,
pp. vi-vii, Commandant Orta, "L'Aviation au Congo Belge,
ses Débuts", Congo, II (1927), pp. 769-95, and M. J.
Smeyers, "L'Aviation Marchande au Congo Belge et la
Liason Belgique-Congo", Congrés International et
Intercolonial des Transports (FParis, 1951), pp. 229-40.
See also Flight, June 9, 1921, p. 394. South African
pioneer air work is discussed in Klein, Winged Courier,
DP st 9-Ya4




56
Turkey on October 31 had brought R.A.F. military operations
to a halt in the Middle East, and Salmond, presiding over a
large command in Egypt which had little to do, looked south
to Africa where the opportunity to establish a first
imperial air link could not be ignored. 112 pfrica was not
a complete stranger to British military aviation; the Royal
Naval Air Service had operated in East Africa during the
war, Ly and the Royal Flying Corps had constructed an
aerodrome at Khartoum in 1915 during the campaign against

Ali Dinar, Sultan of Darfur. S

In Egypt, the war had
produced several major aerodromes and numerous landing
strips from which R.F.C. and later R.A.F. aircraft flew

and became more familiar with the northern part of the

112. At the same time the R.A.F. was promoting the Cairo-
India route, a priority already noted as receiving
support from the Weir Committee. A Cairo-Delhi flight
was made successfully in late 1918 in a R.A.F. Handley
Page 0/400 by Captain Ross Smith and Major-General Sir
John Salmond, and a through flight from England to
India was made in December, 1918-January, 1919 in a
Handley Page V/1500 by Squadron Leader A.C.S. Maclaren
and Lieutenant R. Halley. The African route, while
obviously a greater physical challenge, promised no
political difficulties.

113. AIR 1/725 (3), 106/1, Royal Naval Air Service
Operations in East Africa 22 Nov 1914-28 Jan 1917.
26 page typed narrative by Wing Commander J. T. Cull;
also AIR 1/674, Destruction of the German Cruiser
'Konigsberg' in the Rufigi Delta, East Africa,
July 6 and 11, 1915. See general summary in
H. A. Jones, The War in the Air, vol. III, pp. 1-68.

114. The Times, June 10, 1919, p. 10.
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projected Cairo-Cape Town route. $i> Even South Africa was
in parts familiar to at least some British aircrew; one
aircraft with one pilot was on hand to help the South
African Government quell a native demonstration on the

Reef in the spring of 1919. 116 These experiences
indicated that the air force was not approaching an air
service survey of Africa without some appreciation of the
enormity of the task before them. Some information was

available, but a great deal more was required. 117

115. The major air bases were at Heliopolis, Sollum, and
Mersa Matruh. See W. T. Blake, "From Cairo to Cape
Town", African World and Cape-Cairo Express, January
3, 1920, pp. 390-91.

116. AIR 1/21, Johannesburg - Use of Aeroplanes with
Disturbances. Buxton to Milner, April 4, 1919,
"Lieutenant Gearing and the aeroplane which is
here have been applied for by Ministers [request
by F. S. Malan) for demonstration purposes and
consequent moral [sic] against the natives on
the Reef". The Union Defence Department had
neither aeroplanes nor pilots in the country at
the time, all South African pilots were still
with British Forces in the United Kingdom.

117. Higham notes that "so short of information was the
Air Ministry that it appealed to readers of the
Geographical Journal in May, 1919 for any material
they might have on the route" (Britain's Imperial
Air Routes, p. 147). This is somewhat misleading;
spotty but nonetheless important information was
in hand from war-time experiences, and a great
deal more information about local conditions was
being supplied by the Colonial Office. In short,
the Air Ministry had access to a much wider range
of useful contacts than suggested in an appeal to
readers of the Geographical Journal. By the time
this 'appeal' was made, the R.A.F. survey parties
had been almost six months in the field.
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In December, 1918, Salmond sent out three survey
parties to organize and establish the route. 118 A veil

of secrecy appears to have surrounded the beginnings of
this important operation; it was neither publicly

announced or heralded, and as late as the end of January,
even the usually well-informed The Times could only note,
nye understand that surveys are being made...." 119 Not
til May did the Air Ministry issue a definitive.statement
on the progress and purposes of the African survey. 120 It
saw the establishment of the route as Tequiring a three
gtage approach; first, the whole route must be studied
carefully, taking full advantage of local knowledge and
information, so as to enable the survey parties to plot

the line of least resistance; secondly, aerodrome, fuel-

ump, repair depot, and emergency field sites must be

118. AIR 2/120, Proposal to send Major Court Treatt and
Survey Party to Rhodesia re Aerial Route from Cairo
to the Cape. Major Long and party departed from
Cairo to survey the route as far south as Nimule;
Major Emmett and party shipped to Mombasa and
proceeded inland to survey the Nimule-Abercorn
section; Major Court Treatt and party proceeded

to Cape Town to work northward. Although the
number of survey parties in the field is generally
accepted as three, there were in fact four, but the
one under Cazptain Shortridge which proceeded from
Lourenco Marques to survey the Abercorn-Bulawayo
section was under the overall command of Major
Court Treatt. The Times, June 10, 1919, p. 10.

19. The Times, January 30, 1919, p. 8.

20. Air Ministry, "Notes on Air Routes: I. To South Africa",
Geographical Journal, LIII (May, 1919), pp. 33%9-43.
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selected and prepared for use; and thirdly, an actual flight

must 'blaze the trail'. 121

The survey parties in the field
were handling the first two stages, while plans called for a
flight of R.A.F. aircraft to complete stage three as soon as
the survey was complete. nee

Both the Foreign Office and the Colonial Office
supported the Air Ministry initiative, Milner and Curzon,
along with Churchill, seemingly a minority of three in
ministerial ranks who responded to ideas of imperial air
development. a1 Milner was very clear as to the long-
range aims and possibilities of the survey, as his

telegraph to the Governor-General in South Africa

indicated:

121. Ibid., p. 339.

122. AIR 1/35, Fairey 3C Seaplanes for Flight from London
to the Cape, 1919. The Air Ministry was planning to
send a flight of four aircraft to "blaze the trail"
from England to Cape Town. Director of Flying
Operations to Fairey Aviation Company, January 8,
1919. Salmond had requested permission for a flight
of F.5's, Cairo to the Cape only. In the summer of
1919, Salmond suggested a single aircraft (Vickers
Vimyi flight as original plans were cancelled, but
this too was rejected. See AIR 2/120, Trenchard to
Salmond, September 8, 1919, "This route is for civil
aviation and there are at present no resources
available for carrying out the flight beyond what
is covered by £15,000 allowed for out of civil
aviation vote...."

1235. Lloyd George's attitudes have already been noted.
There is no evidence that any one else in the cabinet
or ministerial ranks took the slightest interest in
civil air transport matters.
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Immediate purpose of scheme is to ascertain

the practicability of an air route....

Ultimate obJject is establishment of such a

route as a permanency, for the advancement

of Civil Aviation, and the formation of an

additional link with the Union of South

Africa. 124

The survey and establishment of the route took the

best part of a year to complete, Sykes announcing the
route was open on December 27, 1919. 125 In all, the
R.A.F. had put up an impressively good show. A 5,200
mile route had been laid out with 4% airfields and landing
grounds constructed in the face of incredible difficulties. 2@
The climate, the terrain, the plant and animal life, all
posed their cspecial problems peculiar to Africa. Tropical
rains could wash out an airfield in a matter of hours, the
heat could shorten the tempers of men and machine alike,
the great Sudd area of southern Sudan and the high plateau
country of central and southern Africa posed problems of

airfield location, grass and bush growth was ever a menace

to cleared areas, and the abundant animal life was either

124. AIR 2/120. Milner to Buxton, May 5, 1919.

125. The Times, December 27, 1919, pp. 11- 12, gives the
full text of the Air Ministry Communlque. Sykes
noted that there were still formidable problems of
operation, but "within present lifetimes, the
highlands of East Africa may even be the Brighton
where busy city men seek a week-end's recreation,
and cities like Johannesburg and Cape Town may be
to London as Manchester or St. Andrews are today".

Epe 499,

126. The airfields along the route were spaced about 124
miles apart, most of them little more than refueling
stops to accommodate aeroplanes which in 1919 had an
average maximum range of 250 miles. Local labour did
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dangerous or destructive. 124 Even the lowly ant gave
trouble and in so doing captured the attention of every
historian of African aviation. 128

With the recall of the survey parties, the Air Ministry's
appointed task was nearly complete. 129 Two major problems
were as yet unresolved; (1) how and by whom was the route to
be maintained in a state of operational readiness, and (2)
who was to make use of it? The first question was of the

most immediate concern; some £55,000 in all had been spent

on preparing the route and it was unlikely that the Treasury

126. (continued) the heavy Jjob of clearing trees (90,000
at one site) and removing stones and rock outcrop
(1,000 wagon loads at another site). AIR 2/120.
Report No. 4, Major Court Treatt to A.M. and
Headquarters, R.A.F. Middle East, September 24, 1919.

127. See "Notes on Air Routes: I, To South Africa", pp. 3%39-
34%; L., Walmsley, "The Aeroplane in African Exploration",

Geographical Journal, LIV (November, 1919), pp. 296-97;
W. E. BlIllS, "R Survey for Aerodromes in Africa",

Geographical Journal, LV (June, 1920), pp. 459-64;
.£.0., Charlton, Deeds that Held the Empire. By Air
(London, 1940); KIein, Winged Courier, pp. 5?—35; all
contain brief descriptive accounts of the 'physical'’
problems of the air route to the Cape. Willis noted,
"Woe betide the crew of an aeroplane who has to land
in the Sudd....They would never get out". (p. 460).
Klein discusses the labour involved in clearing seventy
acre sites. (p. 38). The survey party original reports
are in AVIA 2/115.

128. AIR 2/120. Treatt to A.M. and Headquarters, R.A.F.
Middle East, September 24, 1919. A discussion of
general difficulties including the removal of 25,000
tons of anthills at Ndola. See Klein, Winged Courier,
p. 38, and others, all of whom have drawn attention to
the battle against the ant.

129. AIR 1/120, Recall of Major Court Treatt and Survey
Parties on Aerial Route from Cairo to the Cape,
October 23, 1919.
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would approve additional money for maintenance. This would
also require keeping ‘'R.A.F. personnel scattered down the
length of Africa at a time when the R.A.F¥. establishment
was already cut to the minimum. Accordingly, the Air
Ministry approached the Colonial Office with the request
that the Governments in Uganda, Kenya, Tanganyika, and the

Bechuanaland administration be made responsible for the

upkeep of the aerodromes in their respective territories.13o

Lord Milner telegraphed the several administrations in July
1920:

Air Ministry consider that as practicability
of Cape-Cairo flight established Imperial
responsibility at an end and that further
development will be mainly commercial and
sectional, but it is important that control

of aerodromes should be maintained. They
consider that maintenance should be paid

for by local Governments but this would be
nothing more than keeping ground clear without
responsibility for any buildings, workshops,
stores, etc. Arrangement would be reconsidered
in three years if no progress....l am aware
that aerodromes at present of no value to your
administration but expense should be small and
it is very desirable that they should not be
allowed to revert to bush. 131

130. AVIA 2/69, Civil Aviation, British East Africa, Policy,
1920-1922. J. A. Webster, Secretary, Air Ministry, to
Under-Secretary of State for the Colonies, November 19,
1919; "the Council are of the opinion that on terms and
from a date to be agreed, it would be desirable that
these Aerodromes should be controlled by the Government
of the State in whose Territory they are situated...."
The Colonial Office concurred, H. Lambert to Webster,
November 25, 1919.

131. AVIA 2/69, Civil Aviation, Policy - British East Africa,
1920-1922, Milner to Governors of Uganda, Kenya and
Tanganyika, July 2%, 1920. The major airfields in
question were Jinja (Uganda), Kisumu (Kenya), and
Mwanza and Tabora (Tanganyika).
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All the African administrations agreed to maintain their
sections of the route. 132 While the annual expenditures were
small enough to cause no discomfort, the greater problem was
in finding suitable personnel to take charge of the
aerodromes. e The almost complete lack of knowledge
about airfields and aviation generally prompted the Air
Ministry to send out a form letter set of instructions for
local use. The copy sent to the District Political Officer,

Tabora, read, in part:

132. Ibid., Sir Horace Byatt (Tanganyika) to Milner,
August 16, 1920; Sir Robert Coryndon (Uganda) to
Milner, July 28, 1920; Sir Edward Northey (Kenya)
to Milner, July 31, 1920. Egypt, Rhodesia and South
Africa likewise assumed responsibility for aerodromes
in their states. The Sudan agreed to maintaining their
airfields in return for a £300 per annum reimbursement

from the Air Ministry. See Air Ministry, Half-yearl
Report on the Progress of Civil Aviation, October 1,
1956 - March 31, %9?1, Cmd. 1342 (1921), p. 15.

133. AVIA 2/1757, Cape to Cairo Aerodrome Facilities
Available. Captain W. K. Sutton of the No. 3 Survey
party (Cape Town to Abercorn) estimated that to keep
airports free from anthills and jungle, "4 boys would
be required at a monthly salary of about 20/- or
approximately £50 p.a.". AVIA 2/69, Byatt to Milner,
August 16, 1920, telegraphed costs in Tanganyika;
"estimated Rupees, 1,000 per annum at Tabora and same
amount plus Rupees 500 initial expenditure Mwanza....
Zimba can be kept clear". He added that there was no
European available to oversee the third station. 1In
some cases, the local authorities were fortunate
enough to have ex-R.A.F. personnel available to
organize aerodrome maintenance and even handle all
air matters generally. See AVIA 2/66, Responsibility
of Government of Uganda for upkeep of Jinja Aerodrome,
1920, which discusses the use of Mr. R. Wickham
(ex-R.A.F. and ex-survey party), newly-appointed
District Agricultural Officer at Jinja to take care
of air matters.
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Grass should be kept as low as possible.
After rains, special attention paid to ruts
on ground caused by running water. These
should be filled in immediately.

It is to be noted that Natives are careless
in regard to the replacing of soil and turf
after the removal of woods, etc. Attention
must be given to this matter. When informed
of the possible arrival of a machine a
movable "T" of white calico should be placed
50 yards inside the Aerodrome with the head
of the "T" pointing into the wind and two
smoke fires placed diagonally on the edge

of the ground. 134

The formal handing over of the Cairo-Cape Town route
facilities by the Air Ministry to the British Governments
in Africa took place on October 1, 1920, and R.A.}¥. survey
party members still on the route headed back to Cairo. 195
Orders-in-Council and instructions for the use of Colonial
Governments were being prepared so as to provide for control
and supervision of civil aviation in the African colonies,
and also to give effect to the International Convention on

126

Air Navigation in the colonies, and with these preparations

134, AVIA 2/70, Civil Aviation, Tanganyika Territory.
Maintenance of Aerodromes, Policy, 1920-1921. Court
Treatt to D.P.O., Tabora, September 22, 1920.

135. AVIA 2/69. The Colonial Office and the Treasury
concurred with the transfers. Stores and petrol
left behind by the survey parties were to be disposed
of by the local governments and credited to the Air
Ministry, to be applied against original survey costs.
In all, the survey and preparation of the route cost
the Air Ministry £55,000. See Higham, Britain's
Imperial Air Routes, p. 148.

1%6. AVIA 2/33, Draft Order-in-Council entitled "The Air
Navigation (Colonies and Protectorates) Order-in-
Council, 1921; AVIA 2/121, Air Navigation Act, 1920.
Draft Order-in-Council for Colonies and Protectorates
based on Draft Air Navigation Order, 1922; AVIA 2/179,
Civil Aviation - Notes for Use of Colonial Governors;
AVIA 2/180, Civil Aviation - Information for Guidance
of Colonial Governors.
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in hand, the R.A.F. and the Air Ministry retired from the

field to await the first civil air transport exploitation

of the route. 157 More pressing demands on R.A.F.

capabilities were developing in Somaliland where the

'Mad Mullah' was raising a storm against British authority,

and attentions were diverted from R.A.F. achievements on the

Cape route to operations in the Horn of Africa.

138

137.

1%8.

For most who had participated in the development of
the route, special awards were granted in the form
of notations made in their personal records. AIR
2/110, Special Rewards List (Officers, Airmen and
Civilians) for ¥Flights to Egypt and For Work on
Aerial Routes in Africa.

AIR 1/23, Somaliland Operations, 1919-1920; AIR 1/%6,
British Somaliland Report by Major W. L. Birch, 1919;
AIR 5/846, Royal Air Force Operations, Earlier History,
1918-1920; AIR 5/1422, Gordon Report on Somaliland
Operations. See also F. W. Bowhill, "The Air
Operations in Somaliland", Royal Air Yorce and Civil
Aviation Record, I (November, 1920), pp. 410-18, and

¥. A. Skoulding, "With 'Z' Unit in Somaliland", Royal
Air Force Quarterly, II (July, 1931), pp. 387-96.

The success of the R.A.F. operations in British
Somaliland strengthened the case for its survival

as an independent military organization and as an
efficient and less costly formation to maintain in
the field for imperial policing duties. This latter
point was confirmed in Cairo in March, 1921, when the
Colonial Office conference passed military control in
the Middle East from the Army to the R.A.F. From this
time, the R.A.F. proceeded with the opening of the
Cairo-Karachi air route, beginning with air mail
services as far as Baghdad in June, 1921. See

R. M. Hill, "Experiences in the Cairo-Baghdad Air
Mail", Journal of the Royal Aeronautical Society,
XXX11 (May, 1928), pp. 285-410.
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In February, 1920, the Cairo-Cape route had yet to be
flown by anybody. No commercial operator had come forth,
nor with the civil aviation situation in the United Kingdom
deteriorating rapidly was one likely to gamble on the
African route. But five aeroplanes did attempt to fly
the route, four from England, and one R.A.F. machine from
Cairo. 123 The proposals to fly the route were greeted
with considerable enthusiasm and a more sober appreciation
that this would be a test "to see if Africa can be flown

safely and traversed easily". 140

The story of these
flights quickly proved that flying in Africa was neither

safe nor easy, a tale of disaster which encouraged critics

139. Captains Cockerill and Broome set out in a Vickers
Vimy sponsored by The Times (AVIA 2/48 and AVIA 2/99);
Major Brackley and Lieutenant Tymms in a Handley Page
aircraft sponsored by the Daily Telegraph (AVIA 2/50);
Major Cotton and Lieutenant Townsend in an Airco
machine sponsored by Aircraft Transport and Travel
Limited (AVIA 2/51 and AVIA 2/88); Lieutenant-Colonel
van Ryneveld and Major Brand in a Vickers Vimy, the
"Silver Queen", financed by the Department of Civil
Aviation (AVIA 2/49). On February 25, 1920, the
Air Ministry announced that a R.A.F. flight was
enroute to the Cape from Cairo with Major Welsh
and Captain Halley, as well as two mechanics,
flying a Vickers Vimy. The Times, February 26,

19204 " p. 14,

140. The Times, February 4, 1920, p. 15. The African
World and Cape-Cairo Express (January 3,
noted the preparations being made for the several
flights and saw this as "a remarkable triumph for
British initiative in civil aviation".
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141

as it discouraged enthusiasts and pioneers. Only one

of the five original crews made it to South Africa,
Lieutenant-Colonel Pierre van Ryneveld and Captain C.J.Q.

Brand, and then only after two major crashes and the use

142

of three aircraft in all. Both were knighted for the

achievement following precedent established in the case of

the Atlantic and Australian route pioneers in 1919. gp

141. The Times-sponsored flight, carrying Dr. Chalmers
Mitchell as scientific observer and reporter, crashed
at Tabora; Brackley and Tymms ended their attempt
abruptly at Shereik; Cotton and Townsend only reached
Italy; the R.A.F. flight from Cairo crashed at El Derr
on the Nile just two days after its departure. The
story of the England-South Africa flight attempts has
been told in detail elsewhere; see Charlton, Deeds that
Held the Empire, pp. 131ff., W. E. Johns, Some Milestones
of’Avxatlon (London, 1935), pp. 136ff., and Geofirey
Dorman, rifty Years Fl Past (London, 1951), p. 130.
Throughout February, 41 he Times featured reports
from their flight by Dr. MltcEeII see C. C. Turner,

My Flying Scrap Book (London, 1946), pp. 47-53 for a
personal reminiscence of the Brackley-Tymms flight.
Turner, an air correspondent for the Daily Telegraph,
was a member of the crew.

142. See Klein, Winged Courier, pp. 41-8; South African
Airways, Fifty Years of Flight (Johannesburg, 1970),
pp. 20-4; and P. Jac. Strydom, "Aviation Comes to
South Afrlca" Royal Air Force Quarterly, IX (April,
1938), Pp- 185 200. The "Silver Queen" was 1rreparably
damaged in a crash near Assouan. Van Ryneveld and Brand
set out in a second Vimy from Cairo, "Silver Queen II",
to force land at Shirati, south of Kisumu, and N'Dola,
before crashing again on take-off at Bulawayo. They
completed the trip in a South African Government D.H. 9,
arriving in Cape Town, March 20, after 109% hours in the
air.

143, AIR 2/142, Policy Regarding Awards in Connection with
England to Cape Town Flights during January-February,
1920. There was controversy as to what awards to give
van Ryneveld and Brand and their two crew members.
Churchill and the Air Ministry were against knighthoods;
the trip was not as difficult as the Atlantic crossing
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Clearly, the establishment of an England-South Africa
air link was going to be a much larger undertaking than Air

144

Ministry hopes had imagined. Few were as pessimistic

about the route's future as Leo Walmsley who argued that

—— — —

143, (continued) or the long Australian route, the R.A.F.
had prepared the route beforehand, and, moreover, both
men were serving officers, which meant at best an 0.B.E.
and a C.B.E. The Air Ministry decided on A.F.C.'s to
van Ryneveld and Brand, and A.F.M.'s to the riggers.
Smuts in South Africa was up in arms, and both Buxton,
the Governor-General and Lord Milner were quick to point
out that a lesser award than those granted Alcock, Brown
and the Smiths could well give 'trouble' in South Africa
if the situation was interpreted by Nationalist elements
as a slight to South Africa and its two South African
heroes. Smuts urged K.B.E.'s (Civil) or nothing.
Writing to E. Marsh (Churchill's Private Secretary),

H. C. Thornton (Private Secretary to Milner) noted:
"Lord Milner does not think that the C.B.E. and 0.B.E.
for the officers in question would be acceptable. On
the other hand he thinks it is very important, for
political reasons, that everything should be done at
present to encourage the right type of Dutch South
African. He is, therefore, very anxious not to have
to refuse the recommendation put forward by General
Smuts...." (April 19, 1920). Milner, pointing out
that he had only K.C.M.G.'s to offer for political
reasons, urged Churchill to recommend K.B.E.'s; "I

am sorry to have had to put Smuts' back up at this
moment. He is in a very tight place just now & is
all we have to rely on in South Africa", Milner to
Churchill, May 5, 1920. Churchill relented in the
end and the two 'trail-blazers' of the Cape route
received their K.B.E.'s.

144, Clearly, the Air Ministry had treated the route as
sufficiently prepared and ready to handle any traffic.
See AVIA 2/115, Civil Aviation - Compilation of Route
Directions Cairo-Cape Town and England to Australia,
1919-1922, and AVIA 2/1757, Cape to Cairo Aerodrome
Facilities Available. The salient information was
put together and published as Strip Map of the Route
to Cape Town (H.M.S.0., 1920), intended, no doubt,
for the route users the Air Ministry believed would
be coming forward. See Higham, Britain's Imperial
Air Routes, p. 148.
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he whole idea was impracticable, and besides "wireless
telephony" and the airship would rob the aeroplane of
whatever advantages its supporters claimed. 2 Nor could
many agree with the apparent enthusiasm of the Nation,
which noted that despite the failures of the Cape route
attempts, it represented "another triumph for that plastic
little animal called man". Referring to a Mr. Johnson (of
olls Royce) who had said "Central Africa has always
resisted, with ill-temper, the inroads of civilization",
he Nation repliecd, "the aeroplane is breaking down that
resistance, and old Africa will have to endure it with

hat temper she may".146 Knowledge was no lon