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Memorial to those who were lost in the crash of WF502
Since the last issue the plans for the unveiling of the memorial have advanced. It is going to take place
on 6 September 2008. The service is scheduled to begin at 3.00pm at St Garmon’s church in
Llanarmon Yn Ial, North Wales.
Llanarmon Yn Ial is situated 6 miles south of the town of Mold Flintshire and ten miles west of
Wrexham. The B5431 passes through the village. OS map reference is SJ 190562. Postcode for Sat
Nav is CH7 4QE.
Ross Duffield, one of the organisers has been in contact with RAF Marham (where WF502 and 90
Squadron were based at the time of the crash). The Station Commander has deemed it appropriate that
the RAF is represented at the service so he is arranging a small uniformed presence and also a flypast
by a Tornado GR4, currently based at Marham. The flypast is scheduled for 4.00pm.
If anyone is interested in attending the ceremony please let either myself or Ross know and we can
ensure that you are kept informed of any changes to times etc.
Ross can be
contacted on:
01978 314050
I can be contacted at
the postal address
above or by phone
on 01460 281500.
The wreckage of
WF502 lies
smouldering in
the wood near
Llanarmon Yn
Ial, January
1953.
(Jeff Brown)

2

Reunion update
Following the abortive attempt to have the reunion at Duxford in July I have to admit that I have failed
to find a suitable replacement date. Unfortunately therefore I have abandoned the idea of a reunion
this year but am looking to arrange one next year, possibly to coincide with the Flying Legends air
show at Duxford during July.
I will supply more details in the next issue of Washington Times.

Photos
A couple of months ago I was contacted by Peter Finch, one of the people behind the excellent but
now hard to get Washington File published by Air Britain. He supplied me with some 100 or so
photos collected for the book and I will be sprinkling these throughout the next issues. Here, to fill the
space left by the lack of news on the now aborted reunion, are a couple to wet your appetites……
Top: A beautiful
study of WF566
at altitude.
Bottom: WF509
receiving
attention to its
Number 3 engine
– not an
uncommon sight
on any
Washington!
(Peter Finch)
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Letters
Basil Dilworth supplied a couple of items of Washington humour from a fellow 192 Squadron
aircrew…
Most of us had graduated to the Washington from Lincoln squadrons and while we were reassured by
the reliability of the four Rolls Royce Merlin engines, with them roaring away in line with our
positions in the unpressurised Lincoln it was a pleasure to experience the relative silence and comfort
of the pressurized Washington. Hence, the Lincoln was the butt of some humour and here are two
definitions of a Lincoln, from a Washington perspective:
Question: What is the definition of the Lincoln?
Answer: A machine for converting fuel into decibels.
Another definition of the Lincoln: The four engined Tiger Moth.

The butt of the jokes. This being the Lincoln preserved at RAF Cosford. Note also the
diminutive Me 263 Komet nestling next to the fuselage. (Chris Howlett)

Errata
Jeff Brown, who supplied the photos of the US B-29 crew on pages 10 – 14 in the last issue wrote to
say that the photos were in fact taken by Lee Crowder not Joe Kucera as I stated.
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Conversion Time (Continued) – by John King
In the last issue of Washington Times I reproduced the first part of John King’s two part essay on the
R.A.F.'s use of Boeing's B-29, christened the Washington whilst in British service. The originals were
published in ‘Flight Plan’, the newsletter of the Canadian branch of the Aircrew Association and are
reproduced here with many thanks to John.
The Washington represented the most advanced bomber in the RAF's inventory when No. 115
Squadron commenced the conversion process in late 1950. The instructional staff at the Washington
Conversion Unit, at R.A.F. Marham, Norfolk, comprised a mixture of both British and U.S.A.F.
personnel. All were well acquainted with the aircraft and the conversion usually took about five
months to complete.

The first RAF Washington conversion crew (instructors)
Left to Right: Master Pilot Hole, Engineer 1 Wood, Navigator 1 Gladwin, Navigator 2 Parker, Signaller 1
Wriggley, Gunner 1 Ellis, Gunner 1 Matthews.
(Doug Matthews)
The ground school phase lasted for about 10 weeks and crews then moved on to flying. This phase
comprised some nine or ten dual sorties varying between four and six hours duration. During this stage
the pilots were accompanied by a QFI and the flight engineer was monitored by a 'screen'. As much
attention was given to mastering the aircraft systems as was given to the actual flight handling. The
co-pilots got the short end of the stick and did not get much time at the 'pole'. To compensate, separate
co-pilot training sorties were arranged in which several were carried in the one aircraft. They took
turns in getting the feel of the aircraft and learning their duties. These duties, depending upon the
individual aircraft captains, might be as perfunctory as merely looking after the gear (undercarriage, in
English) and the flaps. Others were fully incorporated into the crew and shared the flying.
The actual training sorties followed a typical conversion pattern. After a ‘Famil’ flight, which included
several hours of circuits and ‘bumps’, Ex. 2 followed with a session of asymmetric flying, Ground
Controlled Approaches, and the inevitable ration of circuits and landings. In 1951, G.C.A. was not yet
in general use within the RAF, and was only sited at Master Diversion Airfields. By contrast, almost
every U.S.A.F. base was G.C.A. equipped and it served as the principal approach aid. The proximity of
U.S.A.F. bases at Sculthorpe, Mildenhall and Lakenheath proved very useful for crews at Marham. It
was a mere hop-skip-and-a-jump to go over and get in some radar talk-downs. It was a novelty to
listen to an American drawl assuring one that they were "On course and on glide path". It was certainly
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much in contrast to the Eureka/Babs system which the rest of Bomber Command still largely relied
upon for recovery.
Many pilots will recall the old Link Trainer exercise, Pattern 'B'. It involved flying a precise pattern
over a rectangular course with alternating climbs and descents at the corners whilst completing
precision turns through 270 degrees. Not only was this practiced in the Link, but Ex. 4 of the
Washington conversion syllabus included a session in flight. Spectators on the ground might well have
idly wondered at the ponderous lumberings of a B-29 as it went through the procedure.

Above: A link trainer preserved in the 100th BG museum, Diss, Norfolk Left, the trainer while the
instructor’s desk is shown on the right. (Chris Howlett)
The value of repeated asymmetric sessions was later to become evident; witness the photo on page 10
in WT issue 6 depicting the delivery of the very first Washington to the R.A.F. - WF437 (formerly
U.S.A.F. 44-69680) is seen arriving with No. 3 engine shut down and the prop feathered as a result of
a massive oil leak which drenched the cowlings. This was not an uncommon occurrence!
Each squadron, and there were eight in all when the full complement of aircraft had been delivered,
had eight aircraft and crews. Each crew was allocated its own aircraft which it retained, subject to
serviceability, for all its flying. The original idea being that when an aircraft went in for a major
servicing cycle the aircrew would take leave. But like many good ideas, it never worked in practice.
Aircraft availability was usually such that it would be necessary for crews to fly other aircraft in the
squadron if they were to meet their monthly tasks.

A Washington undergoes major maintenance in one of RAF Marham’s hangers. To get the planes
ready, ground crews often worked long into the dark (and sometimes cold) night. (John Forster)
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Crews normally took delivery of ‘their’ aircraft towards the completion of the conversion course. The
aircraft arrival schedule would be notified and at the appointed time the crew would assemble on the
apron and eagerly await the arrival. This eagerness was not the result of anxiety regarding the state of
the aircraft but more along the lines of being able to collect the unconsumed portion of the MATS
delivery crew's delicious in-flight meals!
Along with the aircraft, Bomber Command adopted many of the USAF operating procedures. Some
crew member's titles changed - there was now an Aircraft Commander and the waist gunners became
'scanners' and the upper gunner was now a 'central fire controller'. Resistance to complete change
meant the signaller was spared being referred to as the 'radioman' and the nav/plotter did not have to
carry the additional appellation of ‘bombardier’. However, the changes were more extensive than this.
One of the new procedures was the assembly of the whole crew in front of the aircraft, at the
completion of all the external and internal pre-flight checks. A large mat would be rolled out and the
crew would take up their appointed positions on it, in full flying kit and all associated baggage, to
receive a briefing and inspection from the Aircraft Commander. This ritual soon became known as
rolling out the 'prayer mat'.

Left: A 35 Squadron crew line up on their ‘prayer mat’ prior to another sortie. Although officially required,
the adoption of this practice varied from squadron to squadron – some always requiring it while others never
did. (PRB6064)
Right: Some of the possible 40,000lb of fuel being delivered to an unidentified Washington at its dispersal.
(PRB 6059)
By far the greatest impact upon Bomber Command procedures was the need to pay considerable
attention to aircraft performance. Prior to the introduction of the Washington the Lincoln (descendant
of the Lanc) was the heaviest bomber aircraft ever operated by the RAF. With its maximum gross
weight of 82,000 lb it was overshadowed by the 140,000 lb B-29. The increase in weight was a
quantum leap and called for detailed planning before each sortie. The aircraft operating manual, known
as the Dash -1, contained extensive performance data for take-off, climb, cruise and descent. It was no
longer acceptable to use a standard unstick speed for all weights, for example, since higher gross
weights would require a more precise calculation. The longer ranges could only be achieved provided
particular attention was paid to ‘cruise control’ - a procedure wherein the cruising RPM were
progressively reduced as fuel and war-load were expended so as to maintain the correct speed for
maximum range. The consumption of fuel alone could amount to upwards of 40,000 lb on a long 1215 hr flight.
During the pre-flight planning stage the nav/plotter and the flight engineer would work together to
produce a flight plan based upon the data from the Dash -1 manual, the engineer extracting the relevant
cruise speeds, RPM settings and fuel flows for each weight bracket. Pages of the manual carried
coloured edges indicating whether the data was relevant to 'Standard Day' (15° C) or 'Hot Day' (30°C)
- this too had a marked impact upon performance. By today's airline standards, these appear to be very
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elementary procedures but, at the time, they were an innovation. It was not uncommon for the
calculations to take up several hours of the before-flight ritual for crews; during major exercises the
initial briefing (navs & engineers) might be held as much as six hours prior to take-off.

A typical crew briefing. Can anyone recognise a face? (PRB 1667)
Once the formality of the 'morning prayers' was complete the crew boarded the aircraft and dispersed
to their stations. First item of importance was the firing up of the auxiliary power unit (APU or, as it
was onomatopoetically referred to - the 'Putt-Putt'). This four cylinder petrol engine was mounted in
the rear unpressurized compartment and was started remotely from the engineer's position. It breathed
life into the aircraft electrical system and ensured that the B-29 was independent of the need for
separate ground power units. Once the engineer reported, "Putt-Putt on the line", main engine starting
got under way. This, too, was effected from the engineer's station and the only other crew members
being slightly involved were the two scanners who kept a beady eye open for any sign of an exhaust
fire during start up. The engine starting routine was seldom the cause for any problem, provided that
during the external pre-flight check each of the prop blades had been hand-pulled through 12 blades.
This was no light task and involved as many hands as could be persuaded to help out - at least four
chaps were need to accomplish this on each blade.
Comfort was the word for the cabin conditions inside the aircraft. In normal flight the pressurization
ensured a cabin altitude of 10,000 ft. whilst cruising at 30,000 ft. There was a reasonably efficient
heating system which could cope with the external temperatures met at about 20,000 ft. (and that was a
typical cruising altitude) but it was not up to those encountered at the higher levels. An extended cruise
at 25-30,000 ft. usually called for an extensive amount of warm clothing - not the RAF's strong suit
(no pun intended!) at that time. Later, with the advent of the Canberra there would be some excellent
cold-weather flying clothing in stores - the trick was to get the ‘stores basher’ to hand it out!
Although the four Wright Cyclone R-3350-23 engines pushed out a lot of noise along with their 2,200
hp, the interior noise levels were very low - for a piston-engined aircraft; crew inter-com was via
throat-mikes and head-sets. Full helmets and oxygen masks were kept close at hand to cope with a
pressurization failure or sudden decompression, but were seldom used. For the pilots, perhaps the
biggest adjustment was getting used to flying the aircraft visually through the massive structure of the
glazed nose. It was a bit like driving a large bus -from the back seat! But like all things once used to it,
the framework seemed to vanish.
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A view looking
forward from
behind the bomb
aimer of a
Washington gives a
good impression of
the massive
structure of the
glazed nose. Note
also the control
yokes minus the
Boeing ‘Hub Caps’!
(Bob Cole)

One of the initial requirements for captaincy (Aircraft Commander) of a Washington was that the pilot
had at least 1,000 hours on four-engined aircraft and be a commissioned officer. At this time many
captains on the Lincolns which previously equipped the Washington squadrons were NCO's and
consequently were posted away and did not attend the conversion process. This avoided a situation
where, had they been retained as co-pilots, it would appear to be a demotion. Instead new pilots, some
commissioned and many of them just out of training, were posted in to fill these positions. Later
several would be returned to the WCU and qualify as Aircraft Commanders in their own right.
The quality of in-flight rations improved measurably with the advent of this fine aircraft. Prior to this a
typical ration consisted of a couple of sandwiches, a bar of 'nutty' and a pack of chewing-gum. After a
few hours the sandwiches would dehydrate and curl up into an unappetizing bundle. But with the
heating facilities in the B-29 it was possible to provide the crew with a close approximation to a proper
meal. Tins of soup, entrees and desserts were provided on the basis of one complete meal (including
the inevitable chocolate bar) for every six hours airborne. The selection was not all that it might have
been but the tins of scrambled eggs and ham or liver and bacon were usually well received during a
long flight. Two very large urns of hot coffee, one mounted on the forward upper turret ammunition
pannier and the other in the aft compartment, provided liquid sustenance.
George Bonney, Navigator
(left) partakes in a bit of inflight catering while Maurice
Norman concentrates on
flying.
(Steve Wynne)
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Squadron training sorties consisted of a variety of tasks. Typical is one which details a session of ILS
approaches at Filton (Bristol) followed by 'Local Flying in S. Wales' (the AC was a Welshman!), airsea firing off the Leman Bank in the North Sea and then a round-Britain cross-country flight – all in
one sortie for a total of 10 hours flying. A few days later we find the same crew completing a long
cross-country flight down to the south of France and back followed by a session of simulated radar
bombing runs, code named "Backchat" (using Southend pier as the target), for another 12 hour sortie.
As an aside, it ended slightly prematurely due to an oil leak (surprise!) on No.3 engine, necessitating
the prop being feathered.
August was the month to practice formation flying in readiness for the annual "Battle of Britain"
flypast which took place on the Saturday nearest to Sept. 15th. The formations were representative of
all the Commands and the routes and timings were planned by a permanent group based at HQ Fighter
Command. With a very large range of cruising speeds to be considered, from the leisurely de
Havilland Chipmunk to the Gloster Meteor jet fighter, it was no mean achievement to have them all
arrive at the 'gate' with a separation which would result in a continual procession as they passed over
Buckingham Palace. The flypast would last for about 15 minutes in those days. A fifteen minute
flypast today would, in all probability, exhaust the RAF of its total inventory!
A formation of
207 Squadron
Washingtons
rehearsing for a
Battle of Britain
flypast.
(John Forster)

Hand-flying the Washington in these formations was a tiring exercise. For the handling pilot it was a
two-handed effort, with the co-pilot helping out with the power adjustment. B-29 formation spacing
reflected the manoeuvreability (or lack of it) of a large aircraft carrying a goodly amount of inertia.
This was no time to try to emulate the crisp formations of Harvards, Vampires and Meteors. Neverthe-less the result looked good (from the air, at least) and the crews enjoyed the respite from the
endless routine of bombing, gunnery and navigation exercises.
Autumn saw the arrival of the annual large-scale exercises, involving all of Bomber, Fighter and RAF
Germany Commands as well as those of the other NATO partners. The bomber forces were routed out
over the North Sea and down through continental Europe before heading back into the British Isles for
a simulated attack on a strategic target. Sorties were flown by day and night with the defending
fighters doing their level best to obtain cine-gun camera films full of bombers. One B-29 recorded no
less than 23 engagements on one sortie.
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Meteor T7
VZ461 leads two
fighter versions
as they fly past a
Washington
following a
fighter affiliation
sortie.
(Stephen Wynne)

The use of the Washington was purely as a stand-in until the RAF had sufficient numbers of jet
bombers in its inventory. By 1951 the Canberra was entering service and in a few years the Valiant,
first of the 'V bombers, would be arriving. By the end of 1953 and into 1954 the B-29s were returned
to the USA. Tragically, one was lost in the Irish Sea during this process along with all its crew, due to
icing.
One RAF squadron continued to operate the aircraft for many years beyond the others, but it was not a
Bomber Command unit. This was No. 192 Squadron, a Signals Command unit involved in all sorts of
'black arts', little of which may be revealed even today. Along with these three B-29s the RAF also
operated, in considerable secrecy, three RB-45 four-jet reconnaissance aircraft, using some B-29 crews
from the squadrons based at Coningsby. In a similar fashion some years later, in the early 1960s, the
RAF would become involved with the U-2 operation and perform several of the USSR over flights
prior to the demise of Gary Powers. That would be an interesting story, if ever it could be told in full.
The life of the B-29 in Bomber Command service was brief but vital in enabling the Command to
contribute towards the security of Europe during the early Cold War days.

An ELINT Washington of 192 Squadron taxis at RAF Watton. Note the flattened radar radome housing
the improved APQ-23 radar (rather than the standard APQ-13). (Derek Mobbs)
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Ken Hunter wrote:
Greetings from the wild north on another beautiful day. Just one or two comments on
material/comments in issue 11 of the WT which might be of interest.
First, under the heading "Flying Rations", on the subject of sortie length I can agree with Doug Cook.
In the course of 1,015 hours on Washingtons the longest sortie we did was 18.20, exactly split between
day and night hours, on a non-stop flight from Marham to Aden taking off at 13.00 GMT on 14 Apr 53
in WF491 with Flying Officer Bill Conley as 1st pilot and Sergeant Onn as second. Later we were
informed that it was the longest flight done by a Washington. The flight was the first leg of a kind of
trial to see whether it could become a regular overseas 'Ranger'. Next we had to traverse Africa to
Lagos and the final leg was back to Marham with the stipulation that our time away from base was not
to exceed 72 hours otherwise succeeding 'Ranger' flights could be jeopardised!
Towards the end of the flight we were getting short of fuel so, once we had passed the south Egyptian
border, instead of going to Perim Island at the southern end of the Red Sea and along the coast to Aden
as planned, we feathered one engine, gradually reduced height, cut straight across Yemen and hoped
that nobody would notice. As recognised friendly diversion bases were not plentiful in that area and
floats were not fitted we really had no other option.
After sorting out the aircraft, a few hours sleep and planning the next leg we left at 03.00 GMT on the
16th for an uneventful pin-point and sun-shot flight taking 12 hours 15 minutes, only to find on landing
that we were not expected! There was no money and no accommodation because some clerk had
omitted to relay the necessary signals. Fortunately, an Englishman named Joe Harold took us under his
wing and provided us with sumptuous food and excellent accommodation at the nearby Ikeja Arms
hotel that he owned. Furthermore, he refused to take any English currency we could muster amongst
the crew and neither would he take an IOU for subsequent recovery from the British Government.
Less than 12 hours later we were back at the aircraft to be told by the Flight Engineer, who had
preceded us, that minute metal filings in the sump of number two engine could see the end of our
chances of getting back within the time limit. By this time we were all dead tired walking zombies and
were not thinking clearly; good sense and judgment were at a premium. I, as the senior officer and
squadron adjutant, had already signed the Shell bill for fuel and oil with absolutely no authority to do
so. Now we made a questionable decision to take off, climb to 10,000 feet, feather the duff engine and
return across Nigeria, the Sahara, the Mediterranean and France at a reduced airspeed. We took off at
04.35 on 17 April and after another 14 hours and 40 minutes reached Marham.
All in all we had been airborne for 45 hours 05 minutes out of 78 hours 15 minutes away. The other 33
hours had been frittered away sleeping, feeding, planning, mending and preparing the aircraft for
flight. I don't recommend it! The next longest B29 sortie we did was 13 hours but there were many
between ten and thirteen hours. On none of our flights did we use bomb-bay overload tanks.
The next item I would mention is the Laurence Minot Trophy. When 90 Squadron won it in 1952, our
crew in 'C' - WF500 came first on the first night. On the succeeding nights our crews were placed
third, sixth and seventh. The rules said that any crew unable to bomb because of cloud would take the
average for the night. We saw the Berners Heath target from afar, killed rate and drift on the Norden
bombsight, locked the cross hairs on, lost the target under cloud as we approached release point and let
it go with fingers crossed. The newspapers reported six feet as the miss distance but from a height of
25,000 ft it was nearer 50! It could have easily been 5 miles!
In 1953 I had the doubtful honour of commanding the Guard of Honour for Marshal of the Royal Air
Force Lord Tedder when he came to Marham in pouring rain to present the Laurence Minot to 115
Squadron. Was this because I did so well the previous year? No, it was not! It was because I was the
only officer on the station who possessed a new-type greatcoat without board epaulettes but it did have
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a sword slit and this was to be the first postwar parade with swords at Marham. The story of that
parade is another saga but for another time.
I was behind Squadron Leader ‘Tod’ Sloane in the stream on the night he crashed in North Wales and
attended the harrowing military funeral at Mold. I shall willingly give what information I can
remember to whomever requires it although I have already been in contact with Tod Sloane's daughter
through seeing an enquiry in another magazine.

Ground crew pose in
front of WF500 ‘C’ of
90 Squadron.
(Cliff Bishop)

Frank Morgan, Editor/Director of ModelArt Australia wrote:
Hi Chris,
I have attached something you may find of interest. In issue no. 15, you had a letter from a Mr. Eric
Butler where he made reference to a visit he made to China and to the China National Air Museum. He
also made reference to the presence of a couple of examples of the Chinese version of the Russian
Tu-4 Bull complete with turbo prop engines. When we were running our ‘series’ of articles on the
Washington and B-29 we also ran a photo essay by one of our contributors who actually visited that
museum and who took several photos of the Chinese ‘Bulls’ including several of the aircraft that
carried the AWACS dish. I have attached that article as a PDF.
Please feel free to use any or all of it in the newsletter – with the usual acknowledgements of course.
I hope it will be of interest to you and your readers, particularly Mr. Butler.
Many Thanks once again for an excellent newsletter and keep up the good work.
The pages from Frank’s excellent magazine are reproduced below - Chris
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John Bristow sent an excerpt from the diary that he kept while a National Service Airframe Mechanic,
AC1-AC2-L.A.C, with 207 Squadron, R.A.F. Marham, Norfolk. He had trained at Marham on WF564,
and remained with this aircraft for his entire working time with the R.A.F. His crew chief was Sergeant
John Crabbe.
Notes in brackets are my memory comments not entered in the diary.

207 Squadron fitters. Can you supply names to any of the faces?
(John Hanby)
December 1951
31
Tried to stay awake to see New Year in, but fell asleep (at camp).
January 1952
3
Pay parade £1.14s. Night flying WF564. Freezing.
4 Fri
48 hr pass, to Downham Market by taxi (shared). Train to Liverpool St, London
10 Thurs
Pay parade £1.0.0d (normal pay £1, I cannot remember why I had extra 14/- the week
before).
15
Guard of Honour parade for the leaving of the Yanks from Marham. (I was a member
of the camp Guard of Honour).
17 Thurs
Slight snow. Queen flew from Marham. (Marham is close to Sandringham).
20
Work at 1:30 a.m. to see my kite off WF564, (night flying. When an aircraft was to fly,
an engine or airframe mechanic stood with a fire extinguisher under the wing about 2-3
ft from the engine while the engine started, when it ran smoothly he would move to the
next engine to be started. The starting sequence was No 3 port inboard, No 4 port
outboard, No 2 starboard inboard, No1 starboard outboard. Each engine was run up one
at a time, when all was O.K. a mechanic under each wing would remove the
undercarriage chocks.)
17

Engine start. The No 1
engine of WF506 of 207
Squadron bursts into life.
The mechanic with the fire
extinguisher can just be seen
to the left of the smoke!
(John Bristow)

21

Went to Yanky snack bar for the first time, bought POSH writing pad!

February 1952
6
King George VI died.
11 Mon
WF564 into hanger, Bought Modelmaker magazine 2/-. On night guard duty.
14
Kit inspection.
15 Fri
48hr pass. King’s funeral.
18
WF564 still in hanger. Squadron of Meteor jets arrived at Marham for one week.
20 Wed
Astra camp cinema with Tom Brown, to see "At War With the Army".
21
Started doing exercises with Bert Ormond.
22
WF564 out of hanger.
23 Sat
Astra cinema with Sonny, "The Lavender Hill Mob".
24
Played football at camp.
25
WF564 waiting for spark plugs, moved to WF352 for a while.
March 1952
21
Billet changed two-tier beds for single (big improvement).
24 Mon
Back to WF564. (It had been out of flight for a month).
April 1952
2
3
5 Sat
9
10 Thurs
15 Tues
17 Thurs
19
28 Mon
29
30
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Went on Corporal Ralph’s motor bike to see a car, no one at home!
Astra cinema with Chick (I think his name was Stokes, but not certain!).
Went with Ralph on his bike again to see car. (I cannot remember his name).
WF564 flew again, I worked until 9 p.m.
Started work at 7:30 a.m. Midday on leave for Easter.
Arrived back at camp 10 a.m. Night flying until 4:30 a.m. Wednesday
WF564 night flying until 4 a.m. Friday.
I have completed one year in R.A.F.
Watched camp football semifinal.
Worked until 9 p.m.
Guard of Honour parade. Watched football final we won the cup. Night flying.

207 Squadron Football
team – not sure if this
is the cup winning
team or not.
(John Hanby)

May 1952
3
4 Sun
8 Thurs

14 Wed
19
20 Tues
21
25 Sun
27
29

On parade in morning. Supper in the NAFFI.
On march past at Hillgay, near Downham Market.
Worked till 8:30 p.m. (The late/early work was for pre-flight inspections to the aircraft
and to see them off the dispersal point and back on, this was normally the job of the
airframe mechanic).
Camp sports day.
Played Tip and Run.
WF564 flying.
Guard of Honour parade.
Hunstanton with some of the boys.
Went to look at the camp model club.
WF564 Night flying.

June 1952
3
4 Wed
5
17 Tues

I join camp model club.
Model club started to make "Bee Bug", (model aircraft).
Day off for Queen’s Birthday.
Model club, two models pranged!
RAF Marham model club, 9
July 1952.
Left to Right: Roy
Goldsmith, Flt Sgt, John
Bristow, Peter Ashby.
(John Bristow)
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July 1952
1
4 Fri
9 Wed
13
19
24 Thurs
25
28 Mon
29
30
31 Thurs

Astra cinema with Tom Brown, Doris Day in "Tea For Two". (Eddie Picket, in our
billet was a Doris Day fan).
I have been at Marham and with WF564 for one year.
Over by the control tower to watch two radio control models fly.
Night guard duty.
Queen Mother flew from camp.
Laundry orderly. WF564 into Hanger No4.
I took starboard blister out of WF564 fuselage.
Started putting blister back in WF564. Cleaned my webbing.
Finished fitting blister. Saw Roy Goldsmiths model flying slow, (very good).
WF564 out of hanger for engine run-up, then put back in. Had my photo taken in
loading doorway of American Fairchild Packet (a massive aircraft).
WF564 out of hanger No4 and put into hanger No5. Roy flew his model again.

Left: Eddie Picket with his locker door homage to Doris Day!
Above: 207 Squadron fitters 1952
(John Bristow)
August 1952
1
5 Tues
6
7
8 Fri
11
12 Tues
14
15
28 Thurs

Bank holiday grant went home. Made Pete Ashby a small box.
Back to camp, parade 10.30a.m. Jock Martin had to take me off drill square as I felt ill.
WF564 flew, I got soaked seeing it back in
Model club Pete Ashby lent me an engine to use in my "Bee Bug" model.
Pay parade £1.14s weekly now! WF564 flew 6:15p.m
Sorted out my lockers. (I bet they needed it!).
Night flying until 5:30a.m. Wed.
Roy Goldsmith pranged his model aircraft.
Billet domestic evening. (We always moved around the floor on felt pieces to keep it
polished).
WF564 night flying until 3 a.m. Friday.

September 1952
3
Roy and I flew my Bee Bug model, my first try at control line flying, (good fun).
4 Thurs
Bull night. Flew my model again.
5
Fire piquet duty for Tom Brown, had to parade at 5:45 and 10 p.m.
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6
7 Sun
9
10 Wed
11
13 Sat
16
18
20 Sat
21 Sun
23
25Thur
28
30 Tues

Fire picket duty for myself at Astra cinema, saw "Clouded Yellow".
Astra cinema with Barry (cannot remember him), saw "The Stooge".
Went to Orderly Room to report that I had marked a table by ironing on it.
Had to report to Flt/Lt Petherimpton to be placed on a charge concerning the table.
I have removed all marks from the table. (It looked like new).
36 hr pass, took Tom Brown to my home for the weekend.
Guard of Honour rehearse!
On charge in the morning, I got admonished. Guard of Honour rehearsal in evening.
WF564 flying, it returned early evening.
Ely Cathedral Guard of Honour parade for Battle of Britain Week.
WF564 night flying until 11:30 p.m. Had supper in the NAFFI in between.
Played cards, then NAFFI supper. (Usual was sausage, mash and beans).
Weekend pass, went to John Hanby’s house to collect a record
WF564 flew.

October 1952
2
Started making a model B29 (I still have it but it needs repair work).
3 Fri
Operation Ardent starts, billet lights cut off for 10 days, worked til 12:30 a.m. Sat.
4
Work until 4:30 p.m. In bed by 9 p.m. to catch up on sleep.
5
Work 5 a.m.
6
WF564 into hanger for compression check. Bed early no lights, no radio.
12 Sun
Worked 8 a.m.- 8:30 p.m. Billet lights came on about 9:30.p.m. Hot water soon.
15 Wed
Guard of Honour in hanger No 2, for the Sir John Slessor presentation of the Lawrence
Minot Trophy to 90 squadron. On night guard duty.
27 Mon
Won football sweep £4.18s. Astra cinema stage show "Loves a Luxury" a very good
play.
28
Bull night. Cookhouse for supper.
29
Another Bull night, fed up with R.A.F. now.
31 Fri
48 hr Pass plus seven day leave.
Bull night, a common
occurrence for National
Service airmen! (John
Hanby)

November 1952
18
On coal fatigues for a week, (each billet had a cast iron stove).
19 Wed
Afternoon off for sports, went to the gym.
20
Went to The Fox pub in Marham village with the boys getting demobbed.
26 Wed
WF564 night flying until 11:30 p.m.
27
Bed early, next morning found my tool box broken open.
29 Sat
C.O.’s parade.
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Not sure if this
is The Fox pub
at Marham but
it is a 207
Squadron night
out!
(John Hanby)

December 1952
1
WF564 came out of hanger.
3 Wed
Afternoon spoils, we ran round the village.
7 Sun
Travelled (from Epsom) with John Hanby to Kings Cross, the coach did not turn up
owing to very thick fog (known as smog), no trains running, we were stuck.
8 Mon
Arrived late back to camp 12:20 midday (by coach) and were all charged with being
absent without leave and received extra guard duties. On night Guard (not the absent
charge).
10 Wed
American B29 arrived with mechanical problem, when ready to leave a crew member
died instantly when he walked into the propeller while the engine was running, the
aircraft, was standing on the apron in front of the hangers, (a local friend of mine
mentioned this incident recently, January 2008, he was instrument mechanic on 207
sqdn 1952, his name is Alan Seager.)
14 Sun
Work at 10 a.m. finished 8:30 p.m. Called out about 9 p.m. for all night crash guard
duty when a 35 squadron B29 crashed, WF570. (WF564 returned early evening, I
returned to my billet about 20:30, soon after a R.A.F. police corporal appeared, with
only one other airman and myself in the room we were ordered to report to the guard
room in ten minutes, with our greatcoats on. It was about 21:30 when six or eight
airmen climbed into the back of a pick-up type truck, I think it was a Commer 10 with a
canvas hood, we were each given torches and, if I remember correctly, rifles. We were
told that we would be on guard duty, having been driven which seemed to be a long
time, we arrived at a very wooded area, we walked through the very dark woods with
the aid of our torches, we were split into groups of two, My comrade and I arrived at a
clearing, it was very cold frost with a clear sky and a little moonlight, we had arrived at
the crash site of 35 Squadron WF570, and guarded the fuselage, the other airmen were
taken to different places and we did not see a soul for the rest of the night, the debris
was scattered over a large area. As dawn started to break we could see the horrific sight
and our guard duty finished.).
15
On Guard of Honour funeral parade for aircrew member who walked into propeller.
17 Wed
NAFFI for carol singing evening.
18
Astra Christmas show, (a good laugh).
29
On camp for New Year to allow the Scottish boys to be on leave.
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Frank (Bud) Farrell, one time gunner on B-29s operating with the 93rd Bomb Squadron, 19th Bomb
Group, 20th Air Force during the Korean War has written a great book containing his memories of
flying during that conflict. Operating at the same time that the RAF had their Washingtons, Frank’s
book offers an insight into the use of the B-29 in combat against very similar weapons that the RAF
would have faced had the cold war become hot in Europe. Over the next few issues of Washington
Times I will reproduce some chapters from Frank’s book. However, for those who are unable to wait,
or want the full story (and I would heartily recommend it) the book ‘No Sweat’ (named after the name
of the B-29 he flew in for the majority of his Korean missions) can be obtained from Amazon.co.uk or
other book sellers.
Publisher: AuthorHouse; Rev edition (16 Feb 2004)
ISBN-10: 1410766217
ISBN-13: 978-1410766212

I hope you enjoy the following excerpt from Frank’s book …….
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Hardstand Twilight
Usually our takeoffs were in very late afternoon or early evening…dusk! On a few occasions, either
due to required later arrival at a target 4½ hours and 900 miles away, or due to a last minute
mechanical abort on our scheduled aircraft, which we had already spent all day preflighting, we had to
preflight another ship in a generally shorter more urgent period of time. Having to do this in the dark
was vastly different than in daylight…and the relative coolness of the later hour brought many
differences and potential hazards.
Climbing, scrambling and leaning on now cooler aluminium surfaces after a blazing hot day, were
little compensation for concern that someone might not see you in the darkness as you rechecked
something in an open bomb bay from which the bomb bay door locks had already been removed…the
closing pneumatic swiftness of which no one could avoid. Going about the studied routine of engine
pressure checks, and moving of engine stands, with squeaking metal wheels on tarmac, with many
other flight and ground crew members efficiently performing their tasks in the darker corners unlit by
hardstand Kleig lights…brought forth many thumps and bumps and “damnits”. The jerky sweeps of
hand-held flashlights, looking like mini-searchlight beams in the dark at the far end of the aircraft,
were gunners working alone – with only their thoughts – on their turrets.
Every now and then a vehicle of one type or another would whirl onto the hardstand from some
different origin…bringing a passenger, flight lunches and coffee and water jugs, now another spare
parachute to replace that which may have been required for the spare or extra crew member, another
jeep dashing in with more flak suits or one-man rafts…or another prayer from a drop-in Chaplain …
maybe even a Squadron or Group C.O. who had heard and been sensitive to crew member remarks
after briefing, joining us and making another of the roughest ones that were somehow imposed on
these very much older men as a burden of their command!
The whirs and hums of generators and small engines in the dark reflected far more activity than was
seen in quick darting, ducking, and climbing movements and shadows of silhouettes, all rushing to
complete THEIR several missions … that of getting you off on YOURS!
And somehow, with all of the quiet motions and murmurs in the darkness done, with no announcement
or call to arms, we always knew it was time to line up for crew inspection before “mounting up”!
Chuck Rees – marked “me” and already in Mae West – back on flight status and getting ready to fly
with Lt. Schick’s Crew on our old ship, # 134 NO SWEAT. Chuck Rees and Ebbie LeMaster flew 4
more missions after their ditching and were belatedly but finally awarded The Air Medal in 1997…
now we need to get at LEAST that posthumously for Donald Wilson, their rescuer!
Lt Schick’s crew (Chuck Rees)
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By now B-29 losses
over the Yalu River
Mig Alley had again
increased sharply
and all aircraft tails rather than just
under-surfaces –
were painted
completely black to
reduce reflectivity of
searchlights for
waiting Migs
hunting their prey!
(Chuck Rees)

Twilight – Pre-flight Crew
Inspection.
Personal Equipment Inspection;
Parachutes and Mae Wests on
canvas inspection mat. Carl
Merritt kneeling at equipment,
Bob Gray in usual “flight gear”
wondering “what to do with
this”…watching Carl! Joe B.
walking’ away…Rex with spare
chest- pack Chute (he wore a
back-pack chute). C-Rations in
foreground…all at Joe B’s
equipment position!
(Bud Farrell)
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Contacts
A list of those people who have made contact with me (new contacts in bold) – if you wish to contact any of
them, let me know and I will pass on your request:
Michael
Thomas
Oliver
David
Ken
Derek
Neil
Trevor
Brian
Roy
Vic

Achow
Adams
Adamson
Alexander
Alderman
Allen
Allen
Allwork
Armstrong
Arnold
Avery

General Interest
Flight Engineer 44-69680 (WF437)
‘Bad Penny’ 42-65274 (WF442)
ASF RAF Marham
Bristol Aeroplane Company, Filton
192 Squadron
Bombardier 44-69680 (WF437)
149 Squadron Engine Fitter
XV Squadron Association
44 Squadron Air Gunner
90 / 44 Squadron Navigator

Phil
Gerry
Ray
Cliff
Bunny
Maurice
Joe
John
John
Jeff
Mike
Eric
Michael
William

Batty
Beauvoisin
Belsham
Bishop
Bowers
Brice
Bridge
Bristow
Broughton
Brown
Brown
Butler
Butler
Butt

44 Squadron Signaller
57 Squadron Air Gunner
ASF Engine Fitter RAF Marham
115 / 90 Squadron Engine Fitter
Crew Chief WF437
General interest
Webmaster, RAF Marham Website
207 Squadron Airframe Mechanic (WF564)
207 Squadron Engine Fitter
149 Squadron Air Gunner
115 Squadron Airframe Mechanic (WF446)
207 Squadron Armourer
Son of Harry Butler, 207 / 35 Squadron Signaller
115 Squadron Crew Chief

John
Katie
Pat
Brian
Wendy
Bob
Terry
Doug
John
John
John (Buster)
Don
Howard

Care
Chandler
Chandler
Channing
Chilcott
Cole
Collins
Cook OBE
Cornwall
Cowie
Crabbe
Crossley
Currie

149 Squadron Pilot (deceased)
Widow of Vern Chandler, A/C 44-69680 (WF437)
Daughter of Vern Chandler, A/C 44-69680 (WF437)
149 Squadron Navigator
Sister of Ken Reakes 90 Squadron Air Gunner
149 Squadron Electrical Fitter (WF498)
XV Squadron Engine Fitter
44 Squadron Co-Pilot (WF508)
192 Squadron Aircrew
207 Squadron Air Gunner
207 Squadron Crew Chief
90 Squadron Signaller
44 Squadron Pilot (deceased)

Bernard
Mike
Gordon
Basil
Keith

Davenport
Davies
Dickie
Dilworth
Dutton

90 Squadron Air Gunner
90 Squadron Air Gunner
35 Squadron Airframe Mechanic
XV / 192 Squadron Navigator
90 Squadron Air Gunner

Ray

Elliott

Pilot ‘Bad Penny’ 42-65274 (WF442)

Peter
Peter
Tony
Les
Geoff
Peter

Fahey
Fairbairn
Fairbairn
Feakes
Fielding
Finch

35 Squadron Electrician
35 Squadron Engine Fitter
Lived near 23MU, RAF Aldergrove
149 Squadron Air Gunner
207 Squadron Air Gunner
General Interest (involved with writing ‘The Washington File’)
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Ken
Charles
Dave
John
John
Ray

Firth
Fox
Forster
Forster
Francis
Francis

44 Squadron Air Gunner
Bombardier 42-94052 (WF444)
Researching RAF ELINT Squadrons
207 Squadron / WCU Air Gunner
192 Squadron Engine Fitter
57 Squadron Association

Gordon
Norman
Alan
Brian
Bob
Tony
Kevin

Galletly
Galvin
Gamble
Gennings
Goater
Goodsall
Grant

44 Squadron Navigator / Bombardier
XV Squadron Engine Fitter
90 Squadron Radio Operator
Ground Maintenance Hanger
XV Squadron Instrument NCO
90 Squadron Air Gunner (deceased)
207 Squadron Air Gunner

John
Ken
Alan
Charles
John
Peter
Roy
Tony
John
Julian
Henry
Brian
John
Ernest
Alex
Tamar
Ken
Paul

Hanby
Harding
Haslock
Henning
Hewitt
Higgins
Hild
Hill
Hobbs
Horn
Horscroft
Howes
Howett
Howlett
Hughson
Hughson
Hunter
Hunter

207 Squadron Engine Fitter
44 Squadron Signaller
ASF Turret Armourer
CFC ‘Bad Penny’ 42-65274 (WF442)
Fire Section RAF Coningsby
207 Squadron Air Gunner
Pilot 42-94052 (WF444)
Archivist P&EEE Shoeburyness
149 Squadron Air Gunner
RAF Watton Website
44 Squadron Association
115 Squadron
A/C 44-61688 (WF498)
44 Squadron Engine Fitter (WF512)
Brother of Sgt Hughson 90 Squadron Air Gunner
Niece of Sgt Hughson 90 Squadron Air Gunner
90 Squadron Navigator
Flight Engineer ‘Bad Penny’ 42-65274 (WF442)

John

Inkpen

207 Squadron Air Gunner

Jimmy
Bryan
Ron

James
Jordan
Jupp

Engine Fitter
207 Squadron Air Gunner
Vickers Guided Weapons Department, Weybridge (deceased)

David
J.
R (Dick)
Andrew
John
John

Karr
Kendal (Ken)
Kent
Kerzner
King
Kingston

Nephew of William Karr, XV Squadron Air Gunner
90 Squadron ??
35 Squadron
Tail Gunner 44-69680 (WF437)
44 Squadron Flight Engineer
CFC RAF Marham

John
George
Peter
Pete

Laing
Lane
Large
Lewis

207 Squadron Air Gunner
Navigator 44-69680 (WF437) (deceased)
Brother of Edward Large, 44 Squadron Pilot
149 Squadron Engine Fitter

Brendan
David
Gerry
Douglas
Patrick
Pete
Derek
John

Maher
Male
Maloney
Matthews
McGrath
McLaughlin
Mobbs
Moore

192 Squadron Electrical Mechanic
Bristol Aeroplane Company, Filton
44 Squadron Navigator/Bomb Aimer (WF508)
WCU / 35 Squadron Master Gunner
115 Squadron Pilot
Engineering Officer, Pyote Texas
192 Squadron Electrical Mechanic
Air Traffic Control, RAF Coningsby
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Peter
Mo

Morrey
Mowbrey

57 / 115 Squadron Air Gunner
57 Squadron Air Gunner

Don

Neudegg

115 Squadron Air Gunner

Sean
Pat
Brian

O’Donovan
O’Leary
O’Riordan

Son of Flt Lt G O’Donovan 44 Squadron Pilot
RAF Coningsby Armourer
192 Squadron Ground crew

Ralph
Harry
Tom
Bob
Chris

Painting
Palmer
Pawson
Pleace
Petherington

57 / 192 Squadron Flight Engineer
44 / 57 / 115 Squadron Air Gunner
35 Squadron Signaller
XV Squadron Pilot
207 Squadron Pilot

Ian

Qusklay

90 Squadron Air Gunner

Harry
Phil
Harold

Rickwood
Rivkin
Roberts

149 Squadron Electrical Fitter
90 Squadron Signaller
Witness to crash of WF502

Ivor
William
Sheelah
Richard
Steve
Joe
Paul
David
Derek
Jim
Adrian
Bill
Harry
Ron

Samuel
Santavicca
Sloane
Sloane
Smisek
Somerville
Stancliffe
Stanford
Stanley
Stanley
Stephens
Stevenson
Stoneham
Street

207 Squadron Air Gunner
Gunner ‘Look Homeward Angel’, 6th Bomb Group Association
Daughter of Sqdn Ldr Sloane, OC 90 Squadron
Son of Sqdn Ldr Sloane, OC 90 Squadron
Son of A/C of City of San Francisco (K-29, 330th Bomb Group)
RAF Marham Engine Fitter
192 Squadron Co-pilot
192 Squadron Wireless Mechanic
57 Squadron Radio Engineer
192 Squadron Air Wireless Fitter
35 / 635 Squadron Association
44 Squadron / A.S.F. Engine Fitter
90 Squadron Pilot (WF503)

Harold
Tim

Tadea
Thewlis

‘Bad Penny’ 42-65274 (WF442)
General interest in Washingtons

Albert

Urquhart

Left Gunner K-39, 330th Bomb Group

Dave

Villars

44 Squadron Electrical Fitter

Peter
Geoff
Geoffrey
A
Colin
John
Robert
Charlie
Stephen

Walder
Webb
Wellum
Whatman
Williams
Williams
Willman
Woolford
Wynne

44 Squadron Radar Fitter
57 Squadron Engine Fitter (WF558)
115 / 192 Squadron Pilot
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XV Squadron Navigator / Bombardier
XV / 207 Squadron Air Gunner
A/C 42-93976 (WF440)
90 Squadron (Stirlings)
Son of Sgt Jack Wynne 57 Squadron co-pilot

