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What Became of the Gallant Dr Willey?
Air Commodore Graham Pitchfork MBE

Just after midday on 16 August 1940, a
large attacking force was detected
heading towards the Portsmouth area.
Five fighter squadrons were scrambled
from Tangmere to intercept. The enemy force was reported as 50 to 100
Junkers Ju87 Stuka dive-bombers escorted by a small number of fighters.
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At Tangmere the Tannoy alerted
everyone to take cover and Dr Courtney Willey, the station medical officer
and the only doctor at Tangmere, immediately transferred ten of his patients
from the sick bay to an air raid shelter.
An ambulance with two orderlies remained on the airfield. In the mean-

time, No. 601 Squadron had dived on
an enemy formation heading for the
airfield and, although they inflicted
some losses, a number of the divebombers arrived over Tangmere and
delivered a devastating attack against
the airfield.
Two hangars were destroyed and
the three others damaged.
Station
workshops and an air raid shelter received a direct hit and the fire hydrant
pump house was destroyed and the
electricity supply was cut off. Three
Blenheims were destroyed and a further three, together with seven Hurricanes, were badly damaged. Amongst
the badly damaged buildings was the
station sick quarters where Dr Willey
had remained on duty.
As the bombs wrecked the sick quarters, Willey, who had just put on his tin
hat, was buried up to his waist as the
chimney breast collapsed on him.
Whilst still under attack, he managed to
free himself and, ignoring his own injuries, he organised parties to reach the
many casualties as he set up an emergency sick bay and started to treat the
most seriously injured.
Just as the attack started, a lone Hurricane arrived trailing smoke and crashlanded on the airfield. The ambulance
raced to the scene to rescue the pilot,
Pilot Officer Billy Fiske, from the burning aircraft and immediately headed for
what remained of the sick quarters
where Willey met them. He climbed
into the back of the ambulance to find
that the pilot was alive, but had been
very badly burned, and gave him a shot
of morphine before he was rushed to
Chichester Hospital.
Thirteen people were killed during
the attack on Tangmere and twenty
others injured. For their actions in rescuing the injured pilot, Corporal
George Jones and AC2 Cyril Faulkner
were awarded the Military Medal.
Courtney Willey was awarded the Mili-

tary Cross “for his gallant conduct”.

Dr Willey remained at Tangmere
into the autumn of 1940 and then
served at a number of Fighter Command stations including Croydon,
Gravesend and Biggin Hill. He was
promoted to Flight Lieutenant in April
1941. Later in the year, and with very
little notice, he was sent to Singapore in
the place of a doctor who had been
taken ill with jaundice. He sailed from
Largs Bay on August 30 and arrived at
RAF Seletar on November 7. Having
arrived from war-torn Britain, he was
surprised to discover how unprepared
the island appeared with no inland defences and everyone behaving as if the
war was far away.
Willey had difficulty understanding
why the lessons learnt on the fighter
stations in Britain had quite obviously
not been implemented. The RAF’s
main Maintenance Unit was in a concentrated area on the airfield and the
sick quarters were adjacent to it. All the
families remained in married quarters
on the base and the obvious lethargy
caused him to comment “it seemed all
wrong to one who had been impressed
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with the importance of dispersal during
the Battle of Britain”. Willey had little
confidence in a successful outcome if
hostilities were to begin.
Amongst the workforce at Seletar
were some 600 members of the Special
Technical Corps (STC), native-born
Chinese, Malays, Sikhs and Eurasians
with a good command of technical
skills and of the English language.
There were also 1,400 Tamil coolies
who lived in the camp in the Asiatic
Lines. Willey was put in charge of the
Asiatic Sick Quarters, which he ran until the end of January with the assistance of two Indian dressers who gave
excellent service.
Four weeks after Willey’s arrival, the
Japanese invaded Malaya and within
twenty-four hours the first bombs
dropped on Singapore when the airfield
at Seletar was one of the targets. The
initial bombing was completely unexpected to the majority of station personnel although the movement of a
Japanese convoy towards Malaya had
been known for at least two days. The
accuracy of the bombing from high
level at night was ominous. Furthermore, the British prestige with the Asiatics, who believed that the RAF was
invincible, suffered badly as a result of
this attack.
During the first daylight raid, when
anti-personnel fragmentation bombs
were dropped, the coolies suffered a
number of casualties and evacuated the
station for good and their absence
markedly diminished the rate of repair
work. The STC continued to give good
work but morale suffered as casualties
began to pour in from up-country Malaya and as the Japanese continued
their bombing attacks against Singapore. Despite the increasing problems
with the water and sewage systems
which had been damaged by bombs,
the medical arrangements functioned
well. However, by the end of January
1942, the situation began to deteriorate
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and the RAF’s bombers and some fighters started to redeploy to airfields
around Palembang in Sumatra, where
the fighters could continue to provide
some cover over Singapore.
On January 30, Willey accompanied
Wing Commander Crowley, the RAF’s
Deputy Principal Medical Officer, and
boarded the SS Takliwa, a British India
Steam Navigation Company transport
of 8,000 tons, which had arrived at Singapore with the 44th Indian Infantry
Brigade reinforcements five days earlier. The ship had been converted as a
hospital ship and sailed for Palembang
with the sick and wounded.

After reviewing the facilities in Sumatra, Crowley and Willey left for
Bandoeng in Java to negotiate with the
Dutch Army medical authorities for
supplies to be sent to the Sumatra stations. On February 13, Willey set off to
return to Palembang but as he arrived
at Oosthaven, a port two hundred miles
south of the airfields, he learnt that
Japanese paratroopers had landed at
Palembang and captured the main airfield.
The following day, Singapore fell.
For the next three days, Willey and his
medical colleagues were able to evacuate the wounded, most of who had received surgical attention before being
put on a train to Oosthaven where they
transferred to ships to cross the Sunda
Straits to Java. The fit travelled with
them and the last of the casualties left
on February 16 to be transferred to

hospitals in Batavia.
On returning to Java, Willey was
posted to the Air Headquarters at
Soekaboemi, which was amalgamated
with the Dutch and American HQs in
Bandoeng to become ABDAIR (American-British-Dutch-Australian Air Operational Command) on February 22.
No. 2 Casualty Clearing Station of the
Australian Infantry Force had set up
quarters in the Christelyk Lyceum in
Bandoeng and since they were short of
doctors, Squadron Leader Cumming,
Willey and four other RAF doctors
were loaned to them together with RAF
nursing orderlies. Battle casualties continued to arrive at Bandoeng where the
combined medical organisation became
No. 1 Allied General Hospital. At one
time there were some 600 patients suffering mainly from primary malaria
contracted in Sumatra, and bacillary
dysentery, which first made its appearance in early March, and which remained as a source of sickness during
the next three years.
The Dutch forces capitulated on
March 8, with almost 12,000 men captured of which 5,000 to 6,000 were RAF.
In the hospital the change from freedom to prison took place gradually.
Initially the hospital was lightly
guarded but Willey had little expectation of early release. After the war he
was to write:
“I had decided that two years was
the minimum one could expect to
remain a prisoner and until that
time had elapsed, no prospect of
outside relief would exist. One
hoped to be allowed to continue
medical work, and to be accorded
the recognition as colleagues by the
medical staff of the Japanese Army.
Beyond this one’s speculations for
the future did not extend.”
On April 18, the Japanese inspected
the hospital and divided the cases into
the seriously sick and wounded and

these were sent by train and road to a
former Dutch military hospital at Tjimahi some ten miles away, while the
remainder, almost 400, were marched
three miles with all they could carry to
an old school. All the hospital equipment and large quantities of drugs were
confiscated. Willey and an Australian
doctor worked in the hospital where
dysentery was the main problem.
In October all the British doctors and
medical staff (fourteen officers and seventy-seven orderlies) were taken to Batavia and distributed amongst the
many camps. Willey, with Flight Lieutenants Simpson and McSwiney, went
to Boei Glodok (the native jail) where
the camp strength was 1,700 including
some 900 RAF personnel. In January all
the British were moved to Tanjong
Priok Camp, close to the sea and where
2,400 British were gathered. At the end
of February, Willey, together with
Squadron Leader Cumming and Flight
Lieutenant Simpson, were suddenly
removed and began a journey to Siam.
From this time, Willey had no further
contact with the RAF prisoners. He
was loud in his praise of the excellent
work of the nursing orderlies who remained caring and cheerful in difficult
circumstances.
Willey arrived at Changi Prison on 2
March 1943 but two weeks later the
three RAF doctors were taken by train
to Chunkai in Siam where the BurmaThailand railway was being constructed
over 250 miles of jungle. The prisoners
worked in small groups and were kept
in remote camps with the minimum of
food — just seven ounces of polished
rice and an occasional pumpkin stew —
and virtually no medical facilities.
Even the sick were made to work as the
men of the Railway Regiment of Engineers and Korean guards vied with
each other in brutality. Medical officers
were repeatedly overruled, even by
ignorant guards, when not enough fit
men were available for work, and sick
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and dying men driven out to work on
the line. No amount of protest by British camp commandants or doctors produced any mitigation of conditions.
Willey found it particularly distressing
to have to select the less weak to go and
work knowing that some would not
survive. On his release, the caring and
gentle Courtney Willey had some scathing comments to make on the infamous
treatment by the Japanese Army.
The three RAF doctors worked at
the Base Hospital at Chunkai where the
conditions for the sick were very bad.
They were responsible for 1,200 serious
sick who had been evacuated from the
jungle railway camps suffering from
chronic tropical illnesses. They were
accommodated in bamboo- and attaproofed huts packed closely together
either side of a gangway. There were
very few medical supplies and up to
seven men were lost each week with
this number doubling later in the year.
After two months, the three RAF
doctors were taken 200 miles away to a
place where there had been an outbreak
of cholera and where they were put to
work for the anti-cholera and malaria
hygiene unit of the Japanese Army. In
September the unit moved into Burma
but Willey and his colleagues were employed as coolies on woodcutting, ricecarrying and in the Japanese cookhouse. Their repeated requests for
medical work or to be returned to a
POW camp were refused.
After the railway was finished in
October 1943, at the cost of 16,000 PoWs
and probably as many as 50,000 Tamil
coolies, the survivors were gradually
brought out of the jungle and collected
in camps 4,000 to 5,000 strong on the
edge of the Siam Plain. The three RAF
doctors looked after a mixed camp at
Kaorin of 700 British, Australian and
Dutch personnel of which only seven
were RAF or RAAF. Conditions and
the food improved and the men were
employed in semi-skilled work in the
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railway repair shops.
In mid-1944 the first of some American Red Cross parcels arrived with a
good issue of drugs and British Red
Cross supplies of goods purchased locally followed these. Despite the improvements, the doctors had an endless
struggle with the Japanese who wanted
the sick men to work. The weaker
PoWs had died, and with improving
conditions and better medical care, the
stronger ones had become well seasoned to the conditions and were able
to survive with only three men lost in
the camp during the last eighteen
months. This is a remarkable statistic
and is a wonderful tribute to the work,
skill and care given by the three RAF
doctors. Willey was, understandably,
very proud of this achievement.
The arrival of some letters from
home raised morale but the most significant boost was a secret radio and the
selective release of good news. However, great care had to be taken not to
unwittingly divulge to the guards’ information that the PoWs could not be
expected to know. The penalty of discovery of the radio would have been
death. With no light after sunset, activities were limited and “entertainment”
was limited to a quiz or lecture on hobbies. Willey paid great tribute to the
work of the two padres.
By the middle of August 1945, news
began to filter into the camp from local
Chinese and Thais that great events had
happened and on August 17 an official
announcement was made ending
Willey’s and his fellow PoWs’ ordeal
after more than three years in captivity.
Over 800 marched out of the camp with
Willey after the Japanese surrender.
As the war in the Far East drew to
an end, an important task for the planning and operations staff of Allied
Command South-East Asia (ACSEA)
was to prepare a programme to repatriate the 100,000 or more PoWs scattered
throughout the huge region, some in

very dire straits. As soon as operations
were suspended on August 15, aircraft
were prepared to carry food and aid to
the many camps. In the meantime,
Mosquito and Spitfire reconnaissance
aircraft began to seek out the camps but
opposition was still encountered and
any repatriation scheme had to be very
carefully assessed before being implemented.
The urgency of getting help to the
PoWs was paramount and once the
Japanese representatives signed an
agreement in Rangoon on August 27, to
assist and obey the British commanders, Mountbatten, the Supreme Commander, decided to accept the risks of
starting the long-planned operations for
the Recovery of Allied Prisoners of War
(RAPWI). Liberators immediately took
off on Operation Birdcage and, and for
the next four days, dropped eighteen
million leaflets over 58 towns and 55
camps extending from Singapore to
Saigon and Bangkok to Sumatra.
Within days Operation Mastiff was
mounted and dozens of transport aircraft and bombers started dropping
food, medicines and radios to all the
camps that had been found. Medical
teams too were parachuted in. On September 1 supplies were dropped to
Willey’s camp and the daily rations improved a great deal. Arrangements for
the evacuation of the camp proceeded
rapidly and smoothly. On the 4th all
the Europeans in the camp were moved
by train to Bangkok where Willey and
his fellow POWs received a warm welcome from the men of No. 9 Casualty
Air Evacuation Unit before flying to
Rangoon. Within a week, Willey had
moved to Calcutta and then on to Karachi. Finally, he arrived at RAF Lyneham on October 1 and proceeded to the
RAF Hospital at Cosford before finally
returning home. On 4 January 1946
Courtney Willey was released from the
RAF and returned to his medical profession.

On the day that he returned to England, it was announced that Flight Lieutenant Courtney Willey had been made
a Member of the Order of the British
Empire in recognition of his services
during the operations in the Far East
before his capture. It was also announced that he had been Mentioned in
Despatches in recognition of services
rendered whilst a prisoner of war in
Japanese hands. Many of those who
survived the horrors of life as a prisoner of the Japanese would claim that it
was modest recognition for his care and
attention to the sick.

In 1951, his close friend and fellow
PoW, Dr John Simpson, invited Willey
to join him as a consultant physician to
Whitehaven Hospital in West Cumbria.
His department moved to the new West
Cumberland Hospital in 1960 where he
worked until his retirement and continued to give great service to the community in Egremont. The very quiet,
caring and modest Doctor Willey died
in December 2004, aged 90. At his funeral, it was said, “It is very difficult to
pay sufficient tribute to the sheer humility of the man”.
We thank Air Commodore Pitchfork for this
contribution, adapted and edited from the text of
an article that appeared in Flypast magazine,
December 2007. —Ed.

9

The Wright Flyer in France, 1909
Mike Jones

Following their famous first flight at Kittyhawk in 1903, the Wright Brothers, Orville
and Wilbur, spent the following years in further refining their “Flyer” and developing
their flying skills. They had already, in 1908, made successful flights at Fort Myer in
Washington in order to demonstrate the capabilities of their aeroplane to the U. S. Army
and had made extensive flights at Le Mans in France where they were the talk of the
country.
These four photographs are part of a series of the Wright Brothers’ celebrated flight at
Pau, in south-west France, in 1909. The photos were taken by Captain Ivor Castle. He
took many photos of the Wright Brothers’ flights, and went on to become famous with
his extensive portfolios of photos of life in the trenches in the First World War. He also
took some of the first pictures from the air. The original photos, taken in 1909, now belong to Mrs Antonia Harrison, who is Captain Castle’s grand-daughter, and they are
reproduced here with her kind permission.
In photo on this page, a farmer pauses in his work to view, in wonderment, the flying
machine overhead.
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This photo shows Wilbur Wright striding purposefully forward accompanied by his
two pupils. The French were extremely enthusiastic about flying and had invited the
brothers to France to demonstrate their craft, and asked the brothers to teach these two
student pilots to fly their machine.
Here Wilbur is accompanied by his two students, Captain Girardville (in the military
cap) and the Count de Lambert. In a supreme act of faith, the brothers entrusted their
only flying machine to the students. The Count was first to solo the machine, followed
by Captain Girardville. They were accordingly awarded their pilot’s licences. The
Wrights’ machine was not easy to fly: each pilot had a vertical lever for the forward elevator, and they shared a common lever for the rudder and the unique wing-warping for
making controlled turns. The rudder bar came much later.
Off to the far right, with Orville, is Louis Blériot who would achieve later fame by crossing the Channel in his monoplane in July 1909. The Wright Brothers did not have
enough faith in their engine to attempt the 23-mile cross-Channel crossing, so it was left
to Blériot to achieve his place in the history books.
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This photo shows Lord Northcliffe, the famous English enthusiast for flying. As owner
of the Daily Mail and with such a passion for aviation, he offered a prize of £10,000 to
anyone who could fly from Manchester to London in a day. Next to him is Orville
Wright, impeccable as usual in his coat and hat and cane.
Orville is still recovering from his injuries he suffered at Fort Myer in September 1908.
As part of the contract with the U. S. Army, the brothers had to show they could carry a
passenger in the Flyer. They modified the flying arrangements to allow the pilots to sit
up; previously they had flown the Flyer by laying a cradle and moving it from side to
side in order to make a turn. They improved the engine, doubling the horsepower to
enable them to take two people.
Orville’s passenger was Lieutenant Selfridge, who was a fairly stout gentleman. Orville
managed to get the Flyer off the ground with some difficulty due to the extra weight.
He was performing a circuit when there was a loud crack and the Flyer dived to the
ground. The pilots were pulled from the wreckage alive, but Lieutenant Selfridge died
from his injuries, becoming the first fatality from powered flight. Orville was severely
injured, he was concussed and broke several ribs and his hip. Consequently he could
only observe his brother who did all the flying. The subsequent inquiry concluded that
one of the propellers had split and a section of the blade had severed the wire to the
rudders, this had caused the dive.
Note the details of the Flyer in the background: the two vertical rudders can be seen,
and the driving chains to the propellers clearly show how one of them is crossed to provide contra-rotating propellers, another clever idea of the brothers.
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Wilbur has recruited the many celebrities into hauling on the weight that provided the
Flyer with the initial speed for take-off. A large weight, 1,600 pounds, was hauled to the
top of a tower. By a series of ropes and pulleys it was then attached to the Flyer. Once
the engine was running, Wilbur would release a restraining arm, the weight would drop
and provide the Flyer with its initial momentum. After each flight the weight then had
to be pulled to the top of the tower. The Flyer was still using a skid for take-off; it was
many years before the brothers opted to fit wheels to their machine.
Amongst the celebrities are Lord Northcliffe and next to him the tall figure is A. J. Balfour, a previous Prime Minister. He lost his seat in the 1905 Election and was Leader of
the Opposition at the time of this photograph. Although the French were enthusiastic
about aviation, their counterparts in England had decided, quite wrongly, that there
was no future in aviation and had decided to take no part in it. Northcliffe was desperate to get the British Government interested in aviation and had invited Balfour, as a
prominent politician, over to France to observe the flights. Off to one side is Orville,
who because of his convalescence is taking no part in the proceedings. The brothers
continued to amaze the people of Europe, moving on to Germany before finally returning to the States and performing demonstration flights in New York. The rest is history.
The accelerated development of aircraft in the First World War and the many subsequent enhancements like Whittle’s jet engine, have made aviation such a successful
means of transport. But it was the Wright Brothers, with their genius and their years of
work, that made it all happen.
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Butcher Birds over Worthing
Tony Gardiner
With sketches by the author

Worthing, a Sussex seaside town of 52,000 people, found itself in the front line after the
fall of France in 1940 and the threat of invasion by German armed forces. The town was
the target of a number of attacks by the Luftwaffe during the war years. This article tells
the story of two little-known tip-and-run raids made in 1943 by Fw190 Würger (butcherbird) fighter-bombers based at Caen-Carpiquet, just across the English Channel.
As the immediate threat of invasion diminished after 1940, the town settled into a
wartime routine that lasted virtually to the end of the war in 1945. The major inconvenience to Worthing’s population was having no access to the promenade and beach. All
the seafront hotels were closed or occupied by the British and Canadian troops stationed
there. Nevertheless, there was plenty of entertainment with cinemas, dances, theatres,
etc., all still in business. During February and March 1943, at the local cinemas you
could see “Sherlock Holmes and the Secret Weapon” starring Basil Rathbone, and Noel
Coward’s much-acclaimed wartime film “In Which We Serve” was showing at the Plaza
Cinema. On the stage, Sybil Thorndyke in “Yes My Darling Daughter” was playing to
full houses at the Connaught Theatre.
The only form of home entertainment was the radio which, apart from the news,
broadcast programmes such as “Band Wagon” with Arthur Askey and Stinker Murdock, the ”Garrison Theatre” with Jack Warner plus the morale-boosting “Workers’
Playtime” introduced by Tommy Handley, that came from factories all over the country
at lunchtime. But for obvious reasons dances proved the most popular at the Town Hall
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on Saturday nights from 7 pm to 10 pm, admission two shillings, where the local girls
met the troops stationed in the town. The town pubs were always busy; some became
very popular like “The Ship”, “Thieves’ Kitchen” and “The Fountain” where, on many
occasions, fights broke out between the British and Canadian soldiers.
The more serious business of the daily routines of the townspeople in saw most people carrying on as per normal, as elsewhere in wartime Britain. Housewives went food
shopping on a daily basis trying to make their rations go round: these consisted of bacon or ham, 4 oz; tea, 2 oz; sugar, 12 oz; butter, 4 oz; meat, ten shillings’ worth; jams,
honey, etc., 8 oz to 2 lb per month; cheese, 1 oz; and dried eggs, tinned Spam, and the
national loaf. Ration books were obtained from the Food Office which was located over
Brittain’s Garage in the town centre where extra food rations for babies, concentrated
orange juice and jars of cod-liver oil and malt were issued.
Banks, shops, offices, pubs, cafes, etc. all kept going. Local workshops, garages, and
engineering businesses had been turned over to war work. Where once in local garage
workshops were found gleaming automobiles under repair, now they were all busy
producing vital components for ships, tanks, and aircraft. For example, the local timber
merchants Wenban Smith’s were building ships, lifeboats and whalers for the Royal
Navy, whilst just out of town the Southern Railway’s carriage works in Lancing were
busy building sections of Horsa gliders in preparation – although no one knew it yet -for the airborne invasion of Europe a year hence. Worthing was no different to many
other towns in England during wartime, other than it was situated on the south coast
with only eighty miles of the English Channel separating it from an occupied Europe,
and thus within easy range of the Luftwaffe’s fighter-bombers, making Worthing and
other coastal towns soft targets.
Raid No. 1, 8th February 1943
It was the end of lunch time, the townspeople were going back to work, and schoolchildren were about to start afternoon lessons when four “tip-and-run” raiders struck. The
time was approximately 1.50 pm when the attack began. By the time the air raid alarm
sounded at 2.00 pm the raiders were long gone. One young apprentice cycling back to
work looked up on hearing the roar of aircraft engines to see one of the Focke-Wulfs,
light grey in colour with a bright yellow motor cowl and rudder, pass overhead with the
German Balkenkreuz clearly showing under its wings. Another Fw190 flying further
south at that point released its bomb which fell in Cranworth Road, went under a house,
came out in the back garden of this property then ricochetted into a house in the next
road, Homefield Road, completely demolishing this house which exploded in a mushroom cloud of building debris; bricks, timber, glass and household items nearly engulfing the attacking aircraft.
The first high-explosive 500 Kg bomb destroyed two bungalows on the corner of
Angola Road and King Edward Avenue by the Ladydell footbridge. Next were shops
and houses in Lyndhurst Road and Numbers 1 and 3 Sugden Road. Damage to property in the Lyndhurst Road area of the town was quite considerable. This included a
British Restaurant situated in a local hall where a meal cost a shilling or less. A typical
menu of the day was lentil soup; a choice of rabbit pie and veg, braised liver and veg, or
steak and kidney pie; and sultana roll or rice pudding. Children’s meals were fourpence. They had just finished serving lunches so the only people left were the staff who
escaped injury; only crockery and furniture was damaged.
Further along Lyndhurst Road, shops and more houses were severely damaged
which included a tobacconist’s and a greengrocer’s. A shopkeeper opposite was stand
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ing by his shop door when one of the Fw190s released the bomb which destroyed these
shops and houses. He dived for cover behind the counter of his shop just as the front
window and its contents rained down upon him, along with the dust and debris of the
shops opposite.
With their bomb loads gone, the four raiders flew on at roof-top height across the
town centre where they used cannon and machine guns to rake the town, blasting away
at anything to cause maximum devastation and mayhem. Worthing’s inhabitants ran
for cover as this attack swept across the town. The Town Hall was hit, just missing the
Mayor who was in a meeting at the time. But sitting in the flight path of the raiders was
the Catholic school of St Mary’s in Amelia Road where the children were just about to
start afternoon lessons. Some were still filing into school while others had already
reached the classrooms. One such class was that of Mrs Reed when cannon shells and
machine gun bullets slammed into her classroom shattering windows and bringing
down the blackboard on the unfortunate teacher, as she and her pupils dived for cover
under desks. Although the children were showered in broken glass and debris, only
eight of the children had to be treated for slight cuts caused by flying glass but like the
rest of their classmates had remained quite calm during the raid. The time taken for this
raid was less than ten minutes but in that time much damage had been wreaked upon
the town with nine people killed — these were all women — and forty-four injured.
This raid, like all the others carried out during this bombing phase by these Luftwaffe
fighter-bomber units, served no military purpose whatsoever. They were designed to
cause maximum disruption to the civilian population of these coastal towns and create
alarm and fear.
The Aggressors
Eighty miles south of Worthing on the other side of the English Channel stands the medieval town of Caen in Normandy. In 1940 the Luftwaffe built an airfield 7 km west of
the town named Caen-Carpiquet from which Junkers Ju88s flew against our Spitfires
and Hurricanes during the Battle of Britain. In 1942-43 it was home to 10 (Jabo) JG2 and
10 (Jabo) JG26 Geschwadern equipped with Focke-Wulf 190-A2s and -A3s modified into
the fighter-bomber role. In February 1943 they were joined by Fw190-A4/U8s of II
Gruppe of Schnellkampfflugzeugruppen 10 operating out Rennes. By the summer of 1942
the two Jabostaffeln were operating small-scale low-level Stoerungriff attacks, more commonly known as “nuisance raids” on towns along the south coast of England. They
were designed to cause disruption and alarm to the population of the towns and also tie
up RAF fighter squadrons trying to combat this menace.

16

On 9th March 1943, 10 (Jabo) JG2 were once again preparing their “Butcher Birds” for
another raid, Worthing being the target for the second time. Twelve aircraft were being
made ready for this raid. The ground crews were systematically going through the
checks on each aircraft in much the same way as the RAF did before each aircraft went
into combat. Engine and airframe fitters, riggers, armourers, electricians, instrument
technicians all made sure every part they were responsible for was in perfect working
order. The armourers checked the guns to make sure they cocked when the firing button was operated by the pilot, barrels were cleaned and oiled, breeches checked so ammunition fed in correctly from the metal disintegrating belts to all the guns, which were
two synchronised 7.9 mm Rheinmetall-Borsig MG 17 machine guns above the cowling,
twin synchronised 20 mm Mauser MG 151120 in the wing roots, and twin Oerlikon
MGFF cannon in the wing panels. The machine guns usually fired ball ammunition but
the cannon fired mixed rounds in a sequence of (1) armour piercing (AP), (2) high explosive-incendiary (HEI), (3) armour piercing-high explosive (AP-TE), (4) incendiarytracer (IT) to help target-laying. The residents of Worthing were going to be on the receiving end of this ordnance on the afternoon of the 9th March.
The twelve pilots strolled out the Focke-Wulfs, climbed into the cockpits where each
pilot went through his checks: instruments one by one, petrol tanks full, tail trimming
wheels neutral, airscrew in fine pitch, directional gyro set, helmet on, reflector gun
sight, oxygen and R/T leads connected. An Fw190 fighter-bomber’s fully loaded
weight was 8,580 lb (3,890 Kg) including pilot, fuel and ammunition but not the bomb
load. When the pilot was satisfied that everything was as it should be, the ground crew
plugged in an external trolley accumulator to a electrically energised inertia starter and
the BMW 801D radial roared into life, chocks were cleared away and the Staffel (twelve
aircraft) were eased from dispersal at Caen-Carpiquet, taxiing to the take-off point,
brakes on, engine brought up to the required power then in pairs they started to roll.
An Fw190-A2/A3’s lift-off speed was around 100 mph with a 1,320 ft take-off run; as
soon as they were airborne, the pilots cleaned up and twelve Butcher Birds were away
on a second mission to attack Worthing. Crossing the French coast, they went down to
wave-top height under the British radar. Flying time to target was approximately 20
minutes. Soon the flat coastline of West Sussex loomed up on the horizon with a backdrop of the South Downs behind the town. The twelve aircraft split up, six going to targets further east, whilst six started to curve in over Ferring to the west of the town. The
attack was about to commence at around 4.30 pm.
Raid No.2, 9th March 1943
After the raid of February, the last thing on the townspeople’s mind was another raid.
But as they went about their daily business on 9th March 1943, they were indeed the
target of 10 (Jabo) JG2 once again. This time it was not lunchtime but late afternoon
when the raiders struck. Schoolchildren were boarding buses along with housewives
doing the afternoon shop for that evening’s meal – perhaps -- of baked fish-cakes or curried cod. Fish, especially salted cod, was in plentiful supply as it was being imported
from Canada. Corned beef could be made into tasty meals for all the family such as
corned beef fritters and corned beef hash, plus the use of seasonal vegetables helped to
feed families with good, nutritious meals. At any rate, many of Worthing's inhabitants
were making their way home on the local buses, some of which were fuelled by gas
producer trailers towed behind the buses. It was a regular sight to see under-powered
buses (the coke gas gave the engine only a fraction of the power of petrol or diesel fuel)
struggling up Broadwater Bridge over the railway line in the town, then the conductor
had to get off and adjust the gas flow. This was happening to one bus just as the attack-
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ing Focke-Wulf 190s split up after crossing the coast over Ferring, six going onto towns
further east while the six attacking Worthing spread out across the town in three
groups of two known as a Rotte. This was the classic pair combat formation, intended
to cover the town from the coastline to the Southern railway line which ran east-west
through the town parallel with the coast. By coming in from the west and against what
sun there was, it put any ground defenders at a disadvantage, squinting down gun
sights into a low sun. The six raiders were so low they had to lift up to clear trees and
higher buildings.
The first bomb dropped on Limbrick Lane, missing the railway line by 30 yards.
This aircraft was virtually at zero feet when it strafed a train pulling into Durrington
station, luckily with no major injuries to passengers. His number two dropped his
bomb on the station forecourt. Another pair attacked a gas holder in Goring using cannon and machine guns on this target. They were so low that the cannon strikes were
virtually at the base of this gas holder. Bomb No. 3 dropped in the roadway in Harvey
Road causing a considerable amount of blast damage to a number of houses. Another
bomb demolished number 40 Pembroke Avenue, plus a few streets nearer the town’s
centre. Another property, number 59 Landsdowne Road, was destroyed with much
damage to surrounding properties.
The last two bombs dropped by separate Fw190s were less than half a mile apart,
one on a block of flats called The Towers virtually on Worthing’s seafront where it
caused minor damage, but the last bomb completely destroyed a workingmen’s club in
Pavilion Road, which ran next to and parallel to the Southern railway line running
through the town. Nine people were killed and several injured, some seriously. One
man was blown off his bicycle and sustained a broken leg. It was a miracle a lot more
people were not killed or injured as many were in the streets at the time, making their
way home after work. The air raid alarm was sounded at 4.45 pm, telling people to take
cover and alerting the police, fire brigade, ambulance and civil defence workers. The all
clear sounded at 5.50 pm but extracting the dead and injured from bombed properties
went on all through the night and clearing the streets of debris and rubble took some
days.
Worthing never received the unwanted attention of JG2 again. After April these
Fw190 fighter-bomber raids petered out over southern England. But the town continued to be bombed by other Luftwaffe units in sporadic attacks for the rest of 1943-44,
with air raid alarms being sounded almost daily until the Luftwaffe was defeated by the
sheer might of Allied air power.

The Defenders
The incoming raiders on the 9th March didn’t have it all their way. No. 486 Squadron
RNZAF and No. 610 (County of Chester) Squadron AAF, then based at Tangmere, were
responsible for patrolling this section of the Sussex coast. Flying his Typhoon on a
standing patrol that day was Sergeant Hornall of No. 486 Squadron, who intercepted
and shot down one of the raiders along the coast. Off Brighton while on the same patrol, Flight Lieutenant L. S. B. Scott destroyed another Focke-Wulf. These enemy aircraft
were possibly part of the same formation that split from the six that attacked Worthing
on the same day. This action was mentioned in the report in the local paper on this raid
(Worthing Herald, 11th March 1943). During this period of the tip-and-run raids, the
Royal Air Force were mounting standing patrols along the south coast to combat these
attacks by JG2 and JG26 on towns such as Ashford, Canterbury, Chelmsford, Eastbourne, Brighton, Worthing, Hastings, the Medway towns and London.
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Spitfire 12s of No. 91 Squadron based at Westhampnett on a standing patrol at mid-war

The Typhoon proved more successful against these fast, low-flying raiders than, for
example, Tangmere’s Spitfire Mk IXs of 610 Squadron, taking a steady toll of 10 (Jabo)
JG2 and 10 (Jabo) JG26 Fw190s, but the Butcher Birds of Bremen were very fast, especially when they had jettisoned their bomb loads, proving very difficult to catch. When
these tip-and-run raids started in 1942, the Fw190 was almost impossible to intercept at
sea level, but with the deployment of Typhoon-equipped squadrons at airfields along
the south coast, better results started to be seen as the Typhoon came into its own at sea
level with a speed of 375 mph which easily matched that of the Fw190. To prove the
point, by the end of 1942, Typhoons had shot down 14 of these German raiders with two
probables.
One problem that emerged during the early days of the Typhoons’ introduction to
RAF squadrons was from certain angles they resembled the Fw190, resulting in three
being shot down by our own Spitfires and some by ground anti-aircraft guns. This
problem was solved by the painting of what we now call “Bombphoon” stripes under
each wing. These were black and white stripes similar to the invasion markings of June
1944 but narrower and worn only on the inboard section of the underwing surface of
Typhoons from January 1942 to February 1944; this proved the most effective way of
stopping being shot at by our defences.
Against these raiders the RAF mounted 800 sorties deploying 250 fighters in the fivemonth period of these raids but proved to be largely ineffective against the very fast and
agile Fw190, especially when the Luftwaffe created Schnellkampfgeshwader 10 (SKG 10)
Fast Bomber Wing using the Fw190-A4/U8. This variant was armed with fast-firing 20
mm cannon and twin machine guns; it carried a 500 Kg bomb as well as drop-tanks
which could give it enough range to take it as far north as Suffolk. By the end of April,
the tip-and-run raids gradually diminished mainly due to the RAF going on the offensive with Typhoons and Spitfire squadrons attacking the French bases of the Luftwaffe,
thus putting their Fw190s back into the defensive fighter role, whilst the fighterbombers were transferred to the Russian front.
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— Charles E. Brown Collection, RAF Museum

The Origins of the Second Wave
of Remarkable Second World War Fighters
Part One: Hawker Typhoon-Tempest and Focke-Wulf 190
Matt Wright

The Spitfire and Hurricane, the RAF’s first single-seater monoplane fighters, were designed and built as fighter-interceptors, primarily to meet the threat of bomber raids,
but it is in their role in the Battle of Britain, where they were engaged in dog fights, particularly with the Messerschmitt Bf109, that they are best known. The Bf109 on the
other hand was a versatile fighter that started off in a close support role, particularly in
support of the Blitzkrieg, but was capable of combat and bomber support at higher altitudes. It was fairly matched to the Spitfire which was developed progressively during
the Second World War, resulting in over 50 marks or variants. Because of its all-metal
construction and its structural strength it was used as the basis for the Supermarine Seafire, Seafang and Spiteful –- an aircraft that was intended as a replacement for the Spitfire, but never saw service with the RAF.

20

Hawker Typhoon-Tempest
The Hawker Hurricane had been built
using traditional tubular construction,
wooden stringers and fabric covering.
Even the wings were initially covered
with canvas, but after operational experience in the Battle of France in 1940
they were replaced with metal-skinned
ones before the Battle of Britain. The
Hurricane was produced in five main
marks, and it was developed into a
tank-buster and Hurribomber version.
But by the mid-1930s Sydney Camm,
Hawker’s Chief Designer, had already
recognised the need to build an allmetal fighter to replace the Hurricane
and this resulted in the Hawker Typhoon and subsequently the Tempest
and Fury.
Early design work on the project
that was to become the Typhoon started
at Hawker’s drawing office in 1936,
only a year or so after the maiden flight
of the Hurricane. It was incorporated
in Air Ministry specification F.18/37 in
early 1937 which called for the production of a new interceptor-fighter to succeed the Spitfire and the Hurricane,
with a speed increment of at least 100
mph and much heavier armament.
This specification was sent to 10 manufacturing companies on 15th January
1938 but Hawker’s were already well in
advance of the others and their tender
was accepted on 22rd April 1938. The
design envisaged an airframe with a
front fuselage made up of bolted and
welded duralumin or steel tubes, with
large removable panels, attached to a
flush-riveted monocoque rear fuselage.
The wing consisted of two spars, with
stressed skin covering, formed in a
shallow-angle inverted gull shape. The
wing had a thickness to chord ratio of
19.5 percent at the root, giving it great
structural strength. The thick wings
provided plenty of space for armaments
and fuel tanks but would prove to have
a high drag factor which initially lim-

ited the Typhoon’s speed to just over
400 mph in level flight.
Initially four prototypes were ordered, two to be fitted with the Napier
Sabre, a 24-cylinder piston engine with
four rows of six cylinders arranged in
an H-layout driving two crankshafts,
and the other two to be powered by the
Rolls-Royce Vulture, comprising two
12-cylinder engines driving a common
crankshaft. Both of these engines were
designed to produce approximately
2,000 hp from the outset. Hawker designated the Napier Sabre as the N-type
and the Rolls-Royce Vulture as the Rtype.
The aircraft that they were
mounted in became known as the Typhoon and the Tornado respectively.
Both maiden flights were flown from
Hawker’s Langley airfield by Philip
Lucas, Chief Test Pilot, who had previously flown as a test pilot in the RAF.
The Tornado first flew on 6th October
1939 and the Typhoon on 24th February
1940.

The first Vulture-engined Tornado prototype,
P5219, in 1939. Note the four sets of exhaust
stubs and ventral radiator.

Lucas said of the Vulture that “It
was underpowered, overweight and
mechanically at fault.” The decision
was soon made to cease the R-type project and to concentrate on the N-type.
However the Air Ministry, in late 1939,
had authorised Hawker to proceed with
the construction of 1,000 of the new
fighters, 500 of the Tornado and 250 of
the Typhoon, with the balance to be
decided on later. First deliveries were
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to start in July 1940 with the 500th to be
delivered by September 1941. But in
May 1940 Lord Beaverbrook, as Minister of Aircraft Production, ordered that
aircraft production should concentrate
on the five types that were vital to the
Battle of Britain and all other projects,
including the Typhoon, to be slowed
down by approximately nine months.
Even so the urgency to get the aircraft
into service meant that the faults that
manifested themselves in its performance, engine and structure had not been
solved by July 1941 when the first aircraft was delivered to the RAF. Lucas
said about the Typhoon “It was a winner from the word go”, but then said:
“If all machines were perfect the first
time, I’d be out of a job.” And the press
picked up the theme with one paper
saying: “One of the biggest gambles
British aircraft chiefs have ever taken
was in putting it in (sic) production
straight from the drawing board, before
practical flying tests.”
Weighing seven tons, as compared
to the Hurricane’s four tons, it had a
chunky body, enormous chin radiator
and a very powerful but temperamental
Sabre engine. “One of the bad things
about it was that it would not start. An
engine with 24 cylinders took an awful
lot of turning over, and it was discovered that there was a minimum speed
to crank it before you got enough compression” said Philip Lucas. Often the
temperature gauge would go off the
clock resulting in several precautionary
landings. “By the end of that year
(1941) the Typhoon was having a lot of
trouble. Almost every airfield in East
Anglia seemed to have its own Tiffy
glider -- a Typhoon which had suffered
failure of its Sabre engine and had
force-landed”, said John Taylor, a
young draughtsman at Hawker’s.
(“Tiffy” was the nickname by which the
aircraft was affectionately known in the
RAF).
The trouble was caused by distor-
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tion of the cylinder sleeves manufactured by Napier. The early engines had
been virtually hand-built but when
mass-produced the standards had
dropped. The planned 25 hours between major overhauls was often reduced to 20 hours. It was found that by
using the sleeves manufactured by the
Bristol Aeroplane Company for its Taurus radial engine which could then be
machined to the Sabre’s size, the sleeves
would last for 120 hours. The Bristol
company initially refused to cooperate
in the manufacture of Sabre sleeves, on
the grounds that their methods were
confidential!
The Typhoon had a disappointing
performance above 20,000 feet and for
this reason there was considerable resistance within the Air Ministry to accepting the aircraft. However it was first
class at lower levels and although the
Focke-Wulf 190, which appeared in
1941, had the legs on the Spitfire V in its
hit-and-run raids across the English
Channel, the Typhoon was the only
fighter at that time that could match the
Fw190 in both speed and agility. Roland Beamont, who commanded a Typhoon squadron said, “I had enough
confidence to say that in spite of the fact
that it had a bad technical reputation, I
thought it would be a goer. I knew of
no other aircraft in service or envisaged
which could provide the ground-attack
capability that we were going to need
for the rest of the war, other than a
massive purchase from America.” It
was therefore reprieved at least for the
time being.
There were questions about the
strength of the tail assembly and to rectify this fishplates were riveted across
the rear transport joint and some of the
rear fuselage frames were strengthened.
As it entered service the Typhoon suffered several unexplained accidents
with the tail snapping off. Morale on
the RAF squadrons suffered, so
Hawker’s and the Royal Aircraft Estab-

lishment (RAE) at Farnborough combined to search for the cause of the failures. It was found that in certain conditions the aircraft suffered elevator flutter, resulting in the mass balance, which
was suspended on a rod protruding
forward beneath the tail plane, experiencing harmonic vibration and metal
fatigue. The mass balance was redesigned and mounted differently to overcome this problem, although later on it
was found that the bracket holding the
weight assembly could also fail due to
harmonic vibration and modified balance weight assemblies were introduced in 1943.
From the outset the Tiffy was heavily armed, initially with six .303 calibre
Browning machine guns in each wing,
then with four wing-mounted 20 millimetre cannon which became its regular
armament. Later it was fitted with
bomb racks for a 500 lb bomb under
each wing and in this role it became
known as the “Bomphoon”. It was also
fitted with rails for eight rocket projectiles. The bomb load was increased
during the aircraft’s service to take
1,000 lb bombs, then 2,000 pounders,
and canisters containing 26 single 20 lb
weapons were carried.
Lieutenant
Colonel Raymond Lallemant, a Belgian
Typhoon pilot at that time, said, “As
soon as the rockets were slung aboard
their rails, the Typhoon, already
weighed down with its armour-plating,
sagged under the yoke and became little more than a flat iron, weakened in
defence both against flak and enemy
fighters.”
Sydney Camm had considered a
successor for the Typhoon as early as
1940, and in 1941 he completed a design
study for a developed Typhoon using
thinner wings. The Tiffy had started to
experience compressibility problems
when in a dive, where it could achieve
500 mph, so he decided to make the
wing as much as five inches thinner at
the wing root, with a thickness chord

ratio of 14.5 percent. The aerofoil was
laminar flow, similar to the Mustang,
and its wings were semi-elliptical. The
new design was submitted to the Air
Ministry and Camm is reported to have
remarked that “The Air Staff wouldn’t
look at anything that didn’t look like a
Spitfire”. It was designated as specification F.10/41 and a contract for two
prototypes, known as the Typhoon II,
was placed on 18th November 1940 and
the new fighter was renamed Tempest.
A contemporary writer said that it was
“a Typhoon with the bugs out.”
There were three main variants of
the new aircraft; the Tempest I with an
up-rated Sabre engine and four-blade
propeller, a very clean profile, with the
radiators moved from the distinctive
bulky chin of the Typhoon and incorporated in the wing-root leading edge; the
Tempest II with a Centaurus sleevevalve radial engine; and the Tempest V
with the up-rated Sabre II resulting in a
longer nose and an extended radiator
back in the traditional position under
the nose. Philip Lucas made the first
flights of the Mk V prototype on 2rd
September 1942 and the Mk I on 24th
February 1943. The Tempest was a livelier, more precise aircraft than the Typhoon, and as testing progressed it
proved capable of flying at 435 mph at
18,000 feet, which was a very high performance for a propeller-driven aircraft
at that time. Roland Beamont, who had
been seconded to Hawker’s as a test
pilot said, “On every convenient occasion on the way back from tests I would
zoom-climb, wing-over and rack the
Tempests around in stall-boundary
turns, simulating combat, looking over
my shoulder down the fuselage and
under the tail plane for the first time in
my experience. What a fighter this
would have made for the Battle of Britain, but what a fighter it was going to
make for the invasion.”
The decision to produce the Mk V
was based on the limited development
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of the new Sabre IV engine, and the fear
by the Air Staff that the radiators
mounted along the wing would be
more vulnerable to anti-aircraft fire.
Also with the thinner wing that had to
accommodate the radiators there was
very little room left for fuel tanks in the
wing. To reduce drag the Tempest V
had its two Hispano cannon buried in
the wings and this enhanced the aircraft’s performance. Roland Beamont,
who commanded a Tempest Wing,
wrote in his book My Part in the Sky
about the Tempest “. . . what a magnificent aeroplane! They could have all
their Spitfires and Mustangs!” The Mk
V was the only Tempest to see wartime
service. It became famous for its role in
combating the V-1 (Diver) flying bombs
over Southern England and accounted
for more than 20 percent of all V-1s destroyed by fighters, anti-aircraft guns
and barrage balloons.

In total 3,317 Typhoons were built –all of which, apart from the prototypes
and early production aircraft, were
built at the Gloster plant at Brockworth.
Some 1,414 Tempests were built,
mainly at Hawker’s Langley factory
following the end of Hurricane production there. Sydney Camm plan-ned the
development of a Tempest Light
Fighter (TLF) for the RAF called the
Fury, which would have been powered
by either the Bristol Centaurus XII radial engine or the Rolls-Royce Griffon
85; both versions reached the prototype
stage, but the contract was cancelled
with the end of the war. Instead the Sea
Fury using the Centaurus XV was developed for the Royal Navy. It entered
service in 1946 and took part in the Korean War, claiming the shooting down
of a Russian Mig-15 jet fighter.

U. S. Marine Corps mechanics service Royal Navy Hawker Sea Fury FB.11 WE790 somewhere in Korea in
late 1951 or early 1952. The aircraft is believed to have been serving with the Royal Australian Navy.
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Focke-Wulf 190
The Focke-Wulf 190 emerged from a
very different stable. Focke-Wulf of
Bremen and Albatross Flugzeugwerke
of Berlin were merged in 1931 to form
Focke-Wulf Flugzeugbau AG (Fw). The
Technical Director was Diploma Engineer Kurt Tank who headed up the
technical and design team. He had
previously served in the infantry and
the cavalry in World War I. He was
also a test pilot and had definite views
that his test pilots were to be qualified
engineers as well.
Focke-Wulf’s first attempt at a
fighter was the Fw159-V1, a parasolwinged monoplane that was to compete
in the German Air Ministry’s competition for a modern single-seater fighter
that resulted in the choice of the Messerschmitt Bf109. The Fw159 was outclassed from the beginning and did not
even make it to the fly-off. However in
spite of the success of the Bf109, the Air
Ministry was concerned that other
countries would be able to produce

fighter aircraft that could out-fly the
109, so they issued a new specification
in 1937 for a single-engined interceptor.
Tank submitted several designs, mostly
using in-line engines, but his design
with a BMW 139 radial engine resulted
in a contract being placed with Fw.
Tank said: “When we designed the
Fw190 in the summer of 1937, there
were many in the RLM (German Air
Ministry) who believed our fighter had
little chance against the concepts coming from Messerschmitt. But because
we chose a radial engine that would not
conflict with the short supply of liquidcooled power-plants earmarked for aircraft then in production, yet one that
promised a great deal more horsepower
than available at the time, several of our
friends in procurement persuaded the
technical bureau to give our proposal a
chance.
By the summer of 1939, they were
glad they had done so. The Fw190 was
designed to be built by a great number
of small sub-assemblers. We designed
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it with ease of maintenance in mind,
plus quick replacement of entire sections. It was a sturdy machine and extremely versatile. Although conceived
as a fighter, it did double duty as an
attack bomber and, in fact, throughout
most of the war, was the only reliable,
light attack bomber we possessed in
numbers.”
Tank’s experience in the army had
taught him that when the going got
tough it was necessary to have a rugged
machine, capable of operating in extreme conditions. He regarded the
Bf109 and Spitfire as racehorses, which
he said “needed to be pampered”. He
set out to create a Dienstpferd or workhorse. He had access to the operations
experience of the Bf109, particularly in
the Condor Legion in Spain and he designed the Fw190 from the outset with
greater structural strength. He chose
inward-retracting landing gear with a
wider track than the Bf109, and capable
of withstanding much heavier landings.
His choice of a radial engine bucked
the trend where airframe designers
such as Mitchell and Messerschmitt had
moved to in-line engines to reduce the
frontal area of the aircraft and therefore
reduce drag. He had witnessed the
successful use of radial engines by the
U. S. Navy and had tested the Russian
Polikarpov I-66 that had been captured
during the Spanish Civil War. He saw
an advantage in having an air-cooled
radial that could withstand battle damage better than radiator-cooled in-line
engines. And the risk of his project and
the successful production of his fighter
being sidelined because the Bf109 might
be given priority when in-line engines
were in short supply weighed heavily
in his decision to use a radial engine.
He used a sturdy cantilever wing
with straight leading and trailing edges,
and placed the cockpit high on the fuselage so that the pilot, who was to be
seated in an armour-protected semireclining seat, had a good all-round
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view. He discarded the usual cables
and pulleys to actuate the control surfaces and replaced them with rigid
pushrods which gave less play.

The prototype Fw190-V1 under construction.
Note the ducted spinner. Cooling air was meant
to be drawn though the hole in the spinner,
boosted by a fan and forced through the engine.

The maiden flight of Fw190-V1 took
place at Bremen on 1st June 1939. It
was flown by Fw’s Chief Test Pilot
Hans Sander who was a Diploma Engineer. He had been involved in the
cockpit design and layout and was an
enthusiastic supporter of the new aircraft. He made two flights that day.
The prototype had a ducted spinner
intended to draw in the airflow and
pass it over the radial engine, but this
resulted in overheating. The pilot who
sat just behind the firewall found the
heat excessive, “It was like sitting with
both feet in the fireplace” said Sander.
The ducted spinner was abandoned
and a conventional spinner substituted.
It was soon apparent that this purposeful aircraft, with its stalky legs, high
manoeuvrability, capable of a speed of
370 mph, with a good rate of climb and
rapid acceleration was going to be a
winner.
It was christened the Würger by
Tank which means “Shrike” or
“Butcher Bird”, a small flesh-eating
bird common on the Continent which
attacks other birds in flight and impales
their corpses on thorns to eat the remains at leisure.
The first two prototypes used the
BMW 139 air-cooled radial engine ca-

pable of 1,550 hp, but the third prototype had the BMW 801, a 14-cylinder,
two-row radial engine that bore little
resemblance to the 139. It could develop 1,600 hp, although it was 360 lbs
heavier. To regain the centre of gravity
the cockpit was moved back and this in
turn reduced the cockpit temperature.
In addition the 801 had a 12-bladed cast
magnesium cooling fan that ran at approximately three times the propeller
speed. This provided direct cooling air
to the cylinders via closely fitted baffles.
The wing had high loadings, but
production aircraft had a further three
and a quarter inches added to give better high-level performance. The armament consisted of two machine guns
mounted on the front fuselage that fired
through the propeller arc, and a pair of
20 mm cannon in each wing. Eighteen
pre-production Fw190As were ordered
in 1940 and 100 production aircraft followed, with the first aircraft seeing service with the Luftwaffe in 1941. The
use of the aircraft for hit-and-run raids
over the Channel from France took the
RAF by surprise. The only RAF aircraft
capable of the same sort of low-level
performance at that time was the
Hawker Typhoon.
The Fw 190 was developed progressively into a high-altitude interceptor, a ground-attack aircraft with bombs
and rockets known as the “Jagdbomber”
and in due course a night-fighter. It
saw service in all the main theatres, including North Africa and on the Russian front where it faced extreme conditions of cold, mud, slush, etc. Later
versions of the fighter were developed
using the in-line Daimler-Benz 603 inverted-V engine and this required a
lengthened fuselage. Another version
using the Junkers Jumo 213A 12cylinder in-line liquid-cooled engine,
producing 2,100 hp was called the D
series or Dora, and was intended to improve the aircraft’s performance at altitude. Approximately 20,000 Fw190s

were produced during the war, often by
other aircraft companies such as AGO,
Arado, Fieseler, Dornier and Junkers
who were sub-contracted to manufacture components and carry out assembly. This compares with 35,000 Bf109s
that were produced during the war.
The ultimate development of the
aircraft was the Ta152 (using Tank’s
first two letters like the Me of Messerschmitt) which was a stretched version
of the Fw190. It utilised a high aspect
ratio wing, with some 25 percent increase in wing area. It was powered by
the Jumo 213E engine with a nitrous
oxide power boost system and was capable of 472 mph at 41,000 feet and a
ceiling of 48,000 feet necessitating a
pressurised cockpit. It is claimed that
200 Ta152s were built, but very few entered service. As it was built so close to
the end of the war, with a shortage of
materials and the disruption caused by
the Allied bombing raids on aircraft
factories, it never really made its mark.
However it was the fastest piston engine aircraft at that time and if it had
been produced in greater numbers it
might have resulted in greater bomber
losses, particularly in respect of the
American daylight bombing raids.

Ta152-H1

Part Two of this article, on the origin and
development of the North American Mustang, will appear in the next issue of the
Tangmere Logbook. — Ed.
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St Andrew’s Churchyard,
a Last Resting Place
Part 2 of an occasional series
George Galazka

On 30 June 1940 Goering issued a rambling directive which made no reference to an invasion of Britain, but led to
what the Germans dubbed the Kanalkampf (Channel Fight). This preliminary
phase of the Battle of Britain lasted
about five weeks, until the start of
Adlerangriff (Eagle Attack).
After the event, the Air Ministry
designated the 10th of July as the official start date of the Battle. Inevitably,
this was somewhat arbitrary, but that
day did mark the heaviest fighting to
date over the Channel.
Two of the thirteen Luftwaffe graves
in St Andrew’s churchyard in Tangmere village relate to the Battle’s opening moves. They are those of Unteroffizier Wilhelm Mueller and Oberfeldwebel
Hans Schlueter, crew members of an
He111H of KG55, piloted by Oberfeldwebel Erich Slotosch, which was shot
down on Thursday, 11 July 1940.
The Kanalkampf was intended to
probe British defences, but it also had
strategic objectives: to weaken the RAF
by drawing it into battle, to damage the
UK war economy by interdicting shipping, and to weaken the Royal Navy.
The main targets were convoys, especially in the Channel, and the southern
ports. On most days, German operations were on a modest scale, consisting
of single aircraft or small formations.
German morale was high, buoyed by
recent success and complacency about
the RAF’s capabilities.
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As the Battle opened, Tangmere was
home to three Hurricane squadrons,
Nos. 43, 145 and 601, while Westhampnett was still being prepared as a satellite field.
The 11th of July dawned with low
cloud over the Channel, particularly to
the east. In the morning there were
widespread raids, from Swansea docks
in the west, to shipping off the east
coast, mostly by single aircraft. The
Germans also launched two larger attacks, by escorted Ju87s: the first,
around 8.00 am, on a convoy off Dorset
and the second, around midday, on
Portland naval base. These were intercepted with mixed success.
To maintain the pressure, the Germans then launched a raid on Portsmouth docks. This employed KG55,
known as the Greif (Griffin) Geschwader,
an He111-equipped group based to the
west of Paris, which had seen action in
the Polish and French campaigns.
Slotosch’s aircraft was one of twelve
from I/KG55 (the Geschwader’s first
wing) which took off from Villacoublay
in the late afternoon, to be joined by a
similar number of Bf110s, flying above,
as escort.
Radar detected the raid and, at
shortly before 6.00 pm, 145 and 601
Squadrons were scrambled. 601 Squadron met the incoming raid over the Isle
of Wight, with half its Hurricanes tackling the escorts and the other half going
for the bombers. The Heinkel formation broke under the attack, but several
of the bombers pressed on to the target,
where they encountered 145 Squadron.
Led by its CO, Squadron Leader
John Peel, 145 Squadron attacked the
bombers.
Two pilots, P/O KayShuttleworth and P/O Wakeham, fired
at Slotosch’s aircraft, causing damage,
which included a smoking port engine.

With bombs gone, Slotosch turned for
home, but concluding it was hopeless,
he crash-landed the stricken aircraft on
East Beach, Selsey, below the high water mark, at 6.15 pm. The aircraft burst
into flames.
Hans Schlueter (flight engineer)
died in the aircraft, but the other four
crew members — Unteroffizier Wilhelm
Mueller (gunner), Oberleutnant Siegfried Schweinhagen (observer), Feldwebel Herbert Steiner (wireless operator)
and Slotosch — escaped the wreck,
wounded. The four were taken into
custody by the army, after a brief scuffle. However, Mueller died of his
wounds the same day. The aircraft,
fuselage code G1+LK, largely burnt out
where it lay, although the tail fin was
added to 145 Squadron’s trophies*.
Other 145 Squadron pilots accounted for a second He111, which fell
into the Channel off Selsey with no survivors, and severely damaged a third,
which crash landed back at Villacoublay. However, Peel’s Hurricane was
hit by return fire from a Heinkel, forcing him to ditch in the Channel. He
was recovered by the Selsey lifeboat,
semi-conscious. 601 Squadron also lost
a Hurricane in the engagement, its pilot
surviving, though badly burnt.
In the raid, the first of many on
Portsmouth, the docks escaped damage, but bombs fell on the Kingston
Cross and Rudmore areas of the city,
destroying buildings and setting a gasholder alight. Eighteen people were
killed and eighty injured. The death
toll included PC Stanley Spooner, the
first policeman to be killed in Britain by
bombing in WW2, and the man he was
directing to a shelter when a bomb fell
on London Road.
KG55 accounted for two of the sixteen aircraft the Luftwaffe lost that day,

against total RAF losses of six. In addition, there were aircraft damaged, on
both sides.
The protection of slow-moving
coastal convoys against attack from enemy aircraft, based a short flying time
away, was a major problem for Fighter
Command. In early August, this forced
a ban on ships transiting the Dover
Straits in daylight.
On Thursday, 8 August, a westbound convoy of twenty colliers became the target of multiple attacks,
starting at dawn. In the late afternoon,
the depleted convoy was attacked west
of the Isle of Wight by over eighty
Ju87s, escorted by Bf109s and Bf110s.
No. 145 was among the squadrons sent
to protect it. At about 4.40 pm two of
its pilots were shot down over the
Channel, and subsequently declared
missing. That day, which saw some of
the most intensive fighting of the whole
Kanalkampf phase, cost the squadron a
total of five pilots.
By 14 August, when it was moved
north to be rested, 145 Squadron had
lost a further five pilots, taking the toll
to ten in six days. The squadron had
been in almost continuous action, first
from Tangmere, and then Westhampnett, since mid-May. It returned to
Tangmere in October.
The bodies of F/O Lord Richard U.
P. Kay-Shuttleworth (aged 27) and P/O
Ernest C. J. Wakeham DFC (aged 19)
were never found. Their names appear
on the Air Forces’ Memorial at Runnymede, which commemorates over
20,000 members of the RAF and Commonwealth Air Forces killed in WW2
who have no known grave.
* By September, the rear fuselage of G1+LK had
found its way to the aircraft cemetery at Faygate,
Sussex. From there it would have been taken for
melting down, with the recovered alloy being reused in the production of aircraft for the RAF.
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Snippet from our archives . . .

Do you have a story to tell?
There is no Letters, Notes, and Queries section in this issue of the Tangmere Logbook
because, for the first time in five years, the Editor has received no correspondence to
publish in the six-month interval between the last issue and this one!
The survival of our magazine really does depend on the continued interest and
involvement of our readers. If you have a story to tell (long or short), or a question to
ask, or a photo-quiz picture to challenge us, please send it along.
Or, if you have an idea for an illustrated feature story, which may be on any aspect of
military aviation with or without a Tangmere connection, please contact the Editor who
will be glad to help you research the topic and write it up as an article.
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— USAF photo

Photo Quiz
Is there an RAF Tangmere connection with this aeroplane, 42-32076? Clue: it once belonged to the Danish airline DDL, when it bore the civil registration OY-DFA.

Answer to Photo Quiz, Summer 2012
Our photo depicts the aftermath of an accident at Aden that happened at 11.00 local
time on 12 October 1967, when Britannia XL638 ran off the end of the runway at
Khormaksar when landing. Both pilots were new to the type, and were unaware of a
design fault in the Britannia’s reverse-arming system that had been reported several
times before this incident by more experienced pilots, in which the reversing lever had
jumped out of position by a couple of millimetres causing reverse to disengage. The
reverse indicator lights were not illuminated when XL638 came to a stop with the propellers still turning, suggesting that the pilots had not realised the lever had slipped out
of reverse. Following this incident, the type-training procedures were tightened up and
the Pilot’s Notes were amended. David Burleigh, Bob Eldridge, Peter Gordon, David
Ray, Mike Stanton, Martin Sutton, Bill Walker and Mike Wieland amongst others sent in
answers, but Tony Seeley (a Friday volunteer) tops everyone by actually having captained XL638 a year earlier, uneventfully, from Lyneham to Luqa and Nairobi.

Cover Illustrations
Front cover: At Goodwood on Monday, 6 August 2012, Hawker Fury K5674, flown by
Fred Rosier from 1936 to 1939 at Tangmere, made its long-awaited maiden public flight
following years of restoration. Flight Lieutenant Charlie Brown was the pilot. Mike
Stanton took the picture. Back cover: David Burleigh took this photo of Charlie taxiing
K5674 onto the grass for take-off; being carried in the cockpit was Fred Rosier’s flying
log book, brought along for the occasion by his son David.
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