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Above (1): John Martindale in the 1970s. 

(John Martindale) 

Contents 

 

 Part I  Introduction 

 Part II  Maps 

 Part III Scotland West Aircraft Investigation Group (SWAIG) 

 Part IV The Achievements Of SWAIG 

 Part V  Hatto Kuhn & Operation Whitehills 

 Part VI The Investigation Process 

 Part VII Clyde Muirshiel Regional Park Wrecks  

 Part VIII Mainland Wrecks  

 Part IX Scottish Island Wrecks 

 Part X  Wreck Parts 

 Part XI Colours & Markings Summary 

 Part XII The Halibag 

 Part XIII Plane Spotting 

 Part XIV Aviation Stamps  

 Part XV On The Hills  

 Part XVI Martindale‟s Marauders 

 Part XVII References 

Part I – Introduction 
 

Who were the Marauders? 

 

ver the course of over forty 

years my father, John 

Martindale, found many aircraft 

wrecks on the hillsides of Scotland. 

If you were related to John or a 

friend, it is quite likely that at some 

point you would have muttered 

unprintable objections while being 

dragged kicking and screaming to 

either a summit of a hill or a hillside 

wreck. Nobody managed to find a 

suitable excuse to avoid being 

subjected to a trip up the hills in variable weather 

conditions. Even after over four decades he was still at 

it, taking plane spotting buddies to find scraps of 

planes on the hills. It is perhaps fitting that his final marauding trip extended to guiding not one of 

his own relations or friends but relatives of a crewman who had survived one of the crashed planes. 

 In the 1970s John befriended other like-minded enthusiasts and together they formed a group 

known as Scotland West Aircraft Investigation Group (SWAIG). The group of friends researched 

and found many aviation wrecks in Scotland and were involved in the recovery of several engines 
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and aviation artefacts. In this booklet I would like to chart how the investigation process was 

conducted and some of the stories surrounding the activities of SWAIG. Their more impressive 

achievements are recorded, these primarily being involvement in an exhibition at the Mitchell 

Library in Glasgow, the recovery of two Oxford engines and one Anson engine, and the saving of a 

Vampire forward fuselage section from destruction. It will also cover the fascinating story of their 

involvement in Operation Whitehills, when one engine and propeller from a Luftwaffe Heinkel 111 

bomber was raised from the Moray Firth.  

 A range of tales will be told in this booklet. There are moments of hilarity: of parking jet 

fighters at a petrol station, wreck parts being erroneously identified as washing machine parts, a 

couple mistaking a crash site for an eagle‟s nest and jet fighter nosewheel plantpots. And there are 

more surreal moments such as piracy in Timbuktu, bribing Russian Colonels, sitting on unexploded 

bombs and German Colonels at the front door. But for the most part the booklet covers the other 

extreme of human emotion when young men were tragically killed in aviation accidents. There is 

the tale of the crew who braved the barrage of flak from the Tirpitz only to die on an Ayrshire hill, 

of two separate cases of crews flying from a base in Northern Ireland who became utterly lost after 

protecting convoys in the North Atlantic, and several cases of non-operational flights which ended 

in disaster. Perhaps the most heart-breaking tale relates to those on board a B-24 flying home to the 

States after the war in Europe had finished. On board were numerous combat veterans who had 

somehow managed to return to base time after time after time. And yet, this time, during what 

should have been a routine crossing over the Atlantic, when there were no attacking Luftwaffe 

fighters and no deadly flak, when they had survived the war, they were so needlessly lost in a 

remote location so very far from home. 

 Although many of the activities of SWAIG are covered, it must be stated at the outset that the 

primary goal of this booklet is to pay tribute to my late father and that is why there is an emphasis 

on his involvement. It should be recognised that John was only one of the members of SWAIG and 

did not take part in every activity, for example the Vampire recovery.  

 One aspect which was key to the investigation process was the paint colours, squadron codes 

and serials of the crashed aircraft. Due to the importance of this research element, particular 

emphasis has been taken in this booklet to try to determine the paint scheme and markings of each 

and every one of the aircraft covered. A summary of these details is provided in Part XI, along with 

drawings of RAF roundel types. Another aspect of this booklet is in regard to aircraft models. John 

made a number of models in the 1970s, depicting the crashed aircraft in the scheme employed when 

lost. To support this booklet I have recreated this process by building ten 1/72
nd

 models, all of 

which depict a Scottish hillwreck aircraft in their final scheme.     

 I have also taken the opportunity to cover two other aviation-related topics - plane spotting 

and aviation stamps – which are essential in any work which focuses on the interests of John 

Martindale. When these additional topics and all the aviation and hillwalking stories are covered, 

the reader may be more inclined to understand the lyrics of the song Martindale‟s Marauders, 

which concludes this booklet. Written by several SWAIG friends for my parents‟ wedding, the 

lyrics relate how John would lead the Marauders through driving rain and over boggy moorland in 

search of wreck sites. Though it is an old song, it is a fitting tribute to John and the Marauders. 

  

A little reminder 

 

If somehow or other this booklet inspires you to don walking boots and take off in search of a 

wreck site, please do keep a few simple things in mind. Firstly, try not to get lost as the Mountain 

Rescue folks have better things to do on a weekend than winch you to safety. You might also 

consider donning suitable clothing as it is not unknown for rain to fall in the highlands of Scotland. 

You should also carry a map and compass and be proficient in the knowledge of how to use them 

both. Even the most experienced hillwalker has at some point become disorientated in mist and low 

cloud and uttered a few sweary words at their map.  
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 On a more serious note, if you do visit a plane wreck it is essential to remember that it is an 

archaeological site. Writing your name or the year on a wall in your neighborhood is bad enough 

but doing so on an exposed piece of metal at a wreck site is the very worst form of vandalism. That 

piece of metal is an archaeological artefact and should be accorded with the same respect as any 

other historical relic. You would not think of disturbing artefacts at a Roman archeological site and 

the same philosophy must apply to an aircraft wreck site. This is especially true for relics from fatal 

crashes. In the vast majority of cases human remains have been removed for burial but there are 

some exceptions which have been declared as war graves. We should always be especially 

respectful, taking consummate care to only observe and not disturb what is a memorial to the young 

men who have died. 
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In memory of 

 

In a work of this nature it is important to remember each and every one of the 127 men who died in 

the crashes covered in this booklet. A full 29 of the 36 aircraft crashes covered in this booklet 

included fatalities, with only seven of the crashes free from any deaths. Of these seven non-fatal 
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crashes, one featured the crew ejecting to safety, one featured a force landing on ice and another 

featured a ditching in the Moray Firth. The remaining four were all in the Clyde Muirshiel Regional 

Park, which includes a range of hills (rather than mountains) that may account for a higher 

survivability rate. The American casualties are particularly high, with 58 young men lost in only 

five crashes.  

  

Belgian Air Force (6) 

Carlin‟s Cairn C-47 K-14 on 10/04/47: Capt Vl Roger Loyen; Adj VI André Dierickx; Adj Félix 

Curtis; Capt Vl Olivier Lejeune; Adj Vl Michel Cardon; Adj Vl André Rodrique 

 

British civilians (8) 

Dunrod Hill Anson K6255 on 26/07/39: Harold Reynolds 

Craigton Hill Dragon Rapide G-AFFF on 27/09/46: Fredrick Stephens; Alexander Calvert; 

Alexander Jamieson; James Crombie; John McKay; George Beattie; Derek Miles 

 

German Luftwaffe (4) 

Cairnsmore of Fleet Heinkel 111 5H+SH on 08/08/40: Leutnant A. Zeiss; Underoffizier G. Von 

Turckheim; Underoffizier W. Hajesch; Underoffizier W. Mechsner 

 

Royal Air Force (36), Royal Canadian Air Force (RCAF - 7) and Polish Air Force (2) 

Whittliemuir Dam Anson K6320 on 01/04/39: Sergeant Alexander Sutherland, Corporal Robert 

Hunter  

Ben Inner Blenheim P4848 on 08/11/39: Flight Lieutenant Kenneth Eyres 

Windy Rig Hampden L4063 on 17/03/40: Flying Officer Vivian Ayres; Pilot Officer Peter Addie; 

LAC Allan Wallace; Sergeant George Rowling 

Fathan Glinne Whitley P5090 on 24/11/40: Sergeant John Westoby; Sergeant William 

Barnfather; Sergeant John Whitsed; Sergeant James Curtis; Sergeant Jack Perfect  

Loch Enoch Whitley P5009 on 27/11/40: J Luszczewski (Poland); L Szamrajew (Poland); 

Aircraftsman 1
st
 Class Douglas Barnes 

Box Law Wellington R1164 on 25/01/41: Flying Officer John Millar  

Ben Lui Hudson T9432 on 15/04/41: Flight Sergeant Douglas Green; Sergeant Fredrick Lown; 

Sergeant Leonard Aylott; Sergeant Wilfred Rooks  

Goat Fell Beaufort L4479 on 30/08/42: Flight Sergeant Louis Glay (RCAF); Flight Sergeant John 

MacLean (RCAF); Flight Sergeant John Leyland (RCAF) 

Millfore LB-30 AL624 on 14/09/42: Pilot Officer Ivan Betts; Sergeant Derek Warner; Sergeant 

John Freestone;  Sergeant George Calder; Sergeant Geoffrey Boar; Sergeant Victor Talley; Sergeant 

John Steele-Nicholson;  Sergeant James Bowrey 

Queenside Muir Typhoon DN365 on 24/01/43: Flying Officer Steven Gould 

Maol Mheadhion Beaufighter LX946 on 12/09/43: Flying Officer Kenneth Thomas (RCAF); Pilot 

Officer James Waldron * 

Loch Doon Hurricane LD564 on 18/03/44: Flying Officer Roswell MacTavish (RCAF) 

Little Water Of Fleet Typhoon JR439 on 18/03/44: Pilot Officer Kenneth Mitchell (RCAF) * 

Cairnsmore Of Fleet Anson N5140 on 09/07/44: Flight Sergeant Robert Hide; Warrant Officer 

Thomas Malone; Pilot Officer Alan Goodill (RCAF) ** 

Kielder Forest Halifax DK116 on 15/10/44: Pilot Officer Herbert Haddrell: Sergeant John Neilson; 

Warrant Officer Maurice James; Warrant Officer Geoffrey Symonds  

The Curr Mosquito DD753 on 12/12/44: Flight Lieutenant Henry Medcalf; Flying Officer Ronald 

Bellamy 

 

Royal Navy (4) and Royal Australian Navy (RAN - 2) 

Ben Bheula Martlet AL251 on 13/12/40: Lieutenant Godfrey Russell 

http://translate.google.co.uk/translate?hl=en&sl=nl&u=http://www.luchtvaarterfgoed.be/content/graf-kpt-vl-roger-loyen&prev=search
http://www.cwgc.org/find-war-dead/casualty/2455872/EYRES,%20KENNETH%20NORMAN%20MASTERS
http://www.cwgc.org/search/certificate.aspx?casualty=2716790
http://www.cwgc.org/search/certificate.aspx?casualty=2949534
http://www.cwgc.org/search/certificate.aspx?casualty=1809511
http://www.cwgc.org/search/certificate.aspx?casualty=2940683
http://www.cwgc.org/find-war-dead/casualty/2843644/BARNFATHER,%20WILLIAM%20JOHN
http://www.cwgc.org/find-war-dead/casualty/2843644/BARNFATHER,%20WILLIAM%20JOHN
http://www.cwgc.org/find-war-dead/casualty/2843700/WHITSED,%20JOHN
http://www.cwgc.org/find-war-dead/casualty/2843683/PERFECT,%20JACK
http://www.cwgc.org/search/casualty_details.aspx?casualty=1083383
http://www.cwgc.org/find-war-dead/casualty/2350095/GREEN,%20DOUGLAS%20ERIC
http://www.cwgc.org/search/casualty_details.aspx?casualty=2455543
http://www.cwgc.org/search/casualty_details.aspx?casualty=2455562
http://www.cwgc.org/search/casualty_details.aspx?casualty=2455562
http://www.cwgc.org/search/casualty_details.aspx?casualty=2455559
http://www.cwgc.org/search/casualty_details.aspx?casualty=2455826
http://rcaf.com/439squadron/TIGER/Honour-MacTavish.htm
http://www.cwgc.org/search/casualty_details.aspx?casualty=2709938
http://www.cwgc.org/search/casualty_details.aspx?casualty=2932994
http://www.cwgc.org/search/casualty_details.aspx?casualty=2413149
http://www.cwgc.org/search/casualty_details.aspx?casualty=2434436
http://www.cwgc.org/search/casualty_details.aspx?casualty=2435869
http://www.cwgc.org/search/casualty_details.aspx?casualty=2435869
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Blaeloch Hill Firefly DT977 on 26/10/44: Sub-Lieutenant James Fairclough; Sub-Lieutenant 

Anthony King 

Hill of Stake Seafire PR432 on 03/02/47: Sub-Lieutenant John Knight 

Beinn Uraraidh Firefly WB336 on 25/09/51: Pilot IV Donovan Slater (RAN); Observer IV Edward 

Edmonds (RAN) * 

 

United States Air Force (20) 

Succoth Glen B-29 44-62276 on 17/10/49: 1
st
 Lieutenant  Sheldon Craigmyle; 1

st
 Lieutenant  

Myrton Barry; 1
st
 Lieutenant  Richard Klingenberg; 1

st
 Lieutenant  Robert Fritsche; Training 

Sergeant Delbert Cole; Master Sergeant Wayne Baker; Training Sergeant John Lapicca; Staff 

Sergeant Malcolm Bovard; Sergeant Anthony Chrisides; Sergeant Rufus Mangum; Private First 

Class Jack Heacock; Master Sergeant Henry Prestoch;  Training Sergeant Frank Dobbs; Sergeant 

Cecil Jones; Sergeant Charles Hess; Private First Class Robert Brown Jr.; Training Sergeant Rufus 

Taylor; Sergeant Paul Knight; Private First Class Frederick Cook; Private First Class Bruce 

Krumhols  

 

United States Army Air Force (36) 

Beinn Nuis B-24 42-41030 on 20/08/43: 2
nd

 Lieutenant William M Connelly; F/O Francis Chew; 

2
nd

 Lieutenant Albert Spindle; 2
nd

 Lieutenant Robert Hartl; Staff Sergeant Fred Brantner; Staff 

Sergeant Joseph Moore; Staff Sergeant Chester Cislo; Sergeant Glenn Paton; Sergeant Robert 

Daud; Sergeant Louis Golis 

Beinn Nuis B-17 42-97286 on 10/12/44: Captain John Littlejohn Jr.; 2
nd

 Lieutenant Robert Stoaks; 

2
nd

 Lieutenant William Frey; 2
nd

 Lieutenant Leonard Bond; 2
nd

 Lieutenant Jack Merkley; 1
st
 

Lieutenant Richard Rosebasky; Corporal Joseph Payne; Corporal Albert Thomas; Major James 

Bell; Master Sergeant Charles Brown; Staff Sergeant Wade Kriner 

Loch Gareloch B-24 42-95095 on 13/06/45: 1
st
 Lieutenant Jack Ketchum; 1

st
 Lieutenant J Spencer; 

2
nd

 Lieutenant R Robak; Technical Sergeant H Cheek; Technical Sergeant J Stammer; Staff 

Sergeant E Gilles; Staff Sergeant A Natkin; Staff Sergeant R Davis; Staff Sergeant H Riefen; Staff 

Sergeant J Ellis Jr.; Staff Sergeant J Harvey; Staff Sergeant A Hastings; Staff Sergeant E Einarsen; 

Staff Sergeant J Hallissey; Staff Sergeant R Francis 

 

United States civilians (2) 

Blackside Hills B-26 8811B on 22/08/56: Edgar Flanagan; Wayne Taylor 

 

The casualty list above was compiled from Air Crash Sites Scotland website with the exception of -   

Peak District Air Crashes website * 

http://www.rafcommands.com/forum/showthread.php?16746-440709-Unaccounted-Airwoman-

amp-Airmen-9-7-1944 ** 

  

http://www.aircrashsites-scotland.co.uk/
http://www.rafcommands.com/forum/showthread.php?16746-440709-Unaccounted-Airwoman-amp-Airmen-9-7-1944
http://www.rafcommands.com/forum/showthread.php?16746-440709-Unaccounted-Airwoman-amp-Airmen-9-7-1944
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Part II – Maps 
  

Aircraft Wrecks 
Code Location Type Serial Date Page 

A Loch Laidon Airspeed Oxford Mk.I L4597 02/03/42 21 

B Loch Doon Hawker Hurricane Mk.IV LD564 18/03/44 42 

C1 Irish Law Vickers Viking 1B G-AIVE 21/04/48 46 

C2 Box Law De Havilland Devon C.1 VP969 03/06/58 49 

C3 Hill Of Stake Spartan Cruiser III G-ACYK 14/01/38 52 

C4 Dunrod Hill Avro Anson Mk.I K6255 26/07/39 56 

C5 Box Law Vickers Wellington Mk.IC R1164 25/01/41 59 

C6 Hill Of Stake Vickers Supermarine Seafire Mk.XV PR432 03/02/47 61 

C7 Blaeloch Hill Fairey Firefly FR. Mk.1 DT977 26/10/44 63 

C8 Lairdside Hill Avro Anson Mk.I L7949 19/09/38 67 

C9 Queenside Muir Hawker Typhoon Mk.1B DN365 24/01/43 68 

D1 Ben Lui Lockheed Hudson Mk.IV T9432 15/04/41 70 

D2 Fathan Glinne Armstrong Whitworth Whitley Mk.V P5090 24/11/40 75 

D3 Succoth Glen Boeing B-29A Superfortress 44-62276 17/01/49 79 

D4 Ben Bheula Grumman Martlet AL251 13/12/40 82 

D5 Craigton Hill De Havilland 89A Dragon Rapide G-AFFF 27/09/46 85 

D6 Whittliemuir Dam Avro Anson GR.1 K6320 01/04/39 86 

D7 Blackside Hills Douglas B-26B Invader 8811B 22/08/56 87 

D8 Ben Inner Bristol Blenheim Mk.IV P4848 08/11/39 88 

D9 Carlin‟s Cairn Douglas C-47 K-14 10/04/47 90 

D10 Loch Enoch Armstrong Whitworth Whitley Mk.V P5009 27/11/40 91 

D11 Millfore Consolidated LB-30 Liberator II AL624 14/09/42 93 

D12 Little Water Of Fleet Hawker Typhoon Mk.1B JR439 18/03/44 95 

D13 Cairnsmore Of Fleet Heinkel 111 H-4 5J+SH 08/08/40 96 

D14 Cairnsmore Of Fleet Avro Anson Mk.I N5140 09/07/44 98 

D15 The Curr De Havillland Mosquito NF.II DD753 12/12/44 99 

D16 Windy Rig Handley Page Hampden Mk.I L4063 17/03/40 101 

D17 Kielder Forest Handley Page Halifax Mk.V DK116 15/10/44 103 

D18 Apedale Gloster Javelin FAW Mk.5 XA662 29/09/59 106 

E1 Maol Mheadhion, Islay Beaufighter T.F. Mk.X LX946 12/09/43 107 

E2 Beinn Uraraidh, Islay Fairey Firefly A.S. Mk.V WB336 25/09/51 108 

E3 Beinn Nuis, Arran Consolidated B-24D Liberator 42-41030 20/08/43 110 

E4 Beinn Nuis, Arran Boeing B-17G Flying Fortress 42-97286 10/12/44 112 

E5 Goat Fell, Arran Bristol Beaufort Mk.I L4479 30/08/42 115 

Y Moray Firth Heinkel 111 H-5A 1H+BK 01/03/41 25 

Z Loch Gareloch B-24H Liberator 42-95095 13/06/45 116 
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Part III – Scotland West Aircraft Investigation Group (SWAIG) 

 
A window of opportunity 

 

everal thousand military and civilian aircraft have crashed within the British Isles. In the 1940s 

the accident rate was much higher than today, with poor weather, primitive navigational 

equipment, technical failures, crew inexperience and pilot error all contributing to the loss of so 

many fine aircraft and their crews. In the vast majority of cases the wreckage has long since been 

removed, with the crash being forgotten in the mists of time. And yet there still remains, in the more 

remote areas of Scotland, some tangible evidence of a point in time when an aircraft and crew did 

not make it down safely to the intended airfield or aerodrome. Instead they came to grief on high 

ground, often with fatal consequences for the young men aboard. In some cases the inaccessibility 

and nature of the terrain made it impractical for the wreck to be recovered by the authorities. In 

such circumstances the debris was left on the spot where it had fallen from the skies, lying on the 

mountain slopes and gullies for decades to come. Each year the debris has suffered in the elements, 

the battered scraps of aluminium being weathered by decades of exposure to the wind and rain 

which falls with incessant regularity in Scotland. As the decades passed the paint would fade and 

then disappear as the harsh elements took their toll.  

 Another reason for the reduction in wreckage derives from souvenir hunters, who would, 

either by accident or design, become convinced that a fragment of flap or a valve from an engine 

would make a novel feature upon their mantelpiece at home. Such sentiments would be instantly 

dispelled when they arrived home, when they came to agree with their wife that the rubbish tip was 

a more suitable place than the mantelpiece. At that point the historical relic is gone, for good. Other 

removal of artefacts has been legitimate; in such circumstances the wreckage was recovered so that 

it could reside in a museum venue where it is safeguarded against the elements and can be 

appreciated by a wider audience. In other sites some debris remains underground, hidden and 

forgotten. 

 Each and every crash position is an aviation archaeology site, with the wreckage on site being 

historical artefacts. There are no intact Short Stirlings or Armstrong Whitworth Whitleys in 

existence so in some cases these artefacts may be all that remains of a certain aircraft type  When 

the profits of Accurate Model Parts make me a billionaire, I will build a brand new Stirling and a 

Whitley (it is on my to-do list). But until that happens I am resigned to the fact that both extinct 

types are the aviation equivalent of the Dodo. Only small fragments of these legendary types 

recovered from crash sites remain. Such archaeological artefacts, either on the hillside or now safely 

housed in museums, are the tangible evidence from the golden age of aviation, when Britain‟s 

engineers and designers led the way in aeronautical technology.  

 In the 21
st
 Century the identity of the vast majority of the aircraft wrecks which remain extant 

upon the hillsides of Scotland have been recorded. Presently there is much information online, often 

with grid reference, aircraft serial and many details of the crash being readily available. For 

example, the website Air Crash Sites Scotland (http://www.aircrashsites-scotland.co.uk) is 

particularly useful, with more and more information having been added in recent years since its 

inception. But in the late 1960s and 1970s this profusion of readily accessible information was not 

available and visiting aircraft wrecks was a very different activity from the present experience. 

Other than the most obvious point about the quantity and condition of the wreckage being superior 

at that time, the other main point is that wrecks involved investigation because many of the details 

were not known to enthusiasts. 

 In the 1970s, the wartime crashes had occurred around thirty or more years previously. At that 

time, many of the farmers, shepherds and foresters who had first-hand information of wrecks were 

still alive. Indeed in several cases these men could provide valuable information because they were 

the very same men who had been living and working in the vicinity at the time. In some cases they 

had heard the crash, or had alerted the authorities, or had trekked to the site to help survivors. By 

S 

http://www.aircrashsites-scotland.co.uk/
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the time the 1980s beckoned the inevitable onset of time had reduced the ranks of these witnesses, 

resulting in there being very few, if any, people with first hand evidence available for consultation. 

 There was a time in the late 1960s and early 1970s when the hobby of investigating and 

finding high ground wrecks was at its peak. Later, when all of the wreck sites became commonly 

known, when many of the details were recorded in books and websites, and when the wreckage 

itself deteriorated or was removed from the hillside, the hobby became much less rewarding. At that 

time a group of friends recognised the window of opportunity, when the farmers, shepherds and 

foresters were still alive and when a significant amount of wreckage still remained on the hillsides. 

They began to investigate and document the aircraft wrecks and, when their activities increased, 

formed a properly constituted group known as Scotland West Aircraft Investigation Group 

(SWAIG). 

 

Prior to inception 

 

Although SWAIG were formed in the 1970s, their roots can be traced back to the mid-1960s. At 

that time, John Martindale was plodding over what is now the Clyde Muirshiel Regional Park in the 

west of Scotland in search of crashed aircraft. In the mid-60s he found Vickers Viking G-AIVE on 

Irish Law with his good friend Stewart Aitken. Other wrecks found in this region at this time were 

the Box Law Devon and the Hill of Stake Spartan Cruiser. There was a period at the very end of the 

1960s when no wrecks were found but in the spring of 1971 John began wreck-hunting in earnest. 

 It was around this time, in the early years of the 1970s, that Stewart Aitken would play a role 

in the formation of SWAIG. Stewart spent some of his free time at Glasgow Airport, either learning 

to fly as a member of the West of Scotland Flying Club or at the Glasgow Airport Social Club. So 

too did Ronnie McKinnon, who was to become a central figure in SWAIG. John would accompany 

Stewart to the social club, and it was here that they began to befriend Ronnie. The three men - John, 

Ronnie and Stewart – all shared an interest not 

only in aviation but also in music. John and 

Stewart were keen guitarists and would continue 

to play Shadows tunes every year until they were 

in their 60s. In the early 1970s Ronnie was one of 

their friends who joined them to play guitar jam 

sessions.  

 While John‟s interest lay in all aspects of 

aviation, particularly in the historical side and in 

plane spotting, Ronnie‟s interest was in 

engineering and aero engines. Indeed he would 

later build his own homebuilt Taylor Monoplane 

aircraft with Jack Simpson. John introduced 

Ronnie to the world of plane wreck investigation 

(known to some as „wrecking‟) in this period, 

with his first trip made to Liberator AL624 along 

with Bill Stevenson and Ronnie‟s wife Valerie. 

 John was to lead a number of relatives and 

friends to wrecks over the years. In addition to Stewart, he also took his long-time friend Bob 

Cooke hillwalking, tramping over the moors to find the Spartan Cruiser wreck on Hill of Stake. 

Both Stewart and Bob shared a love of aviation but neither man could share John‟s enthusiasm for 

visiting plane wrecks primarily due to the fatal aspect of many crashes. Additionally, their 

employment as stewards with BEA (and subsequently British Airways) quite naturally provided 

them with a different perspective which deterred an interest in plane wrecks.  

Above (2): Standing in the centre behind the 

fuselage section of LB-30 Liberator II AL624 is 

Ronnie and Valerie McKinnon on their first 

wreck site visit. The canine enthusiast sitting next 

to Bill Stevenson (left) is Valerie‟s dog.  

(John Martindale / SWAIG)  
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 Other founder members of SWAIG such as George 

Pittendreigh, Lex Kelly and Alex Brodie were friends of 

Ronnie and would meet in their local pub in Eastwood in 

the south side of Glasgow. Another important founder 

member who resided in the south side was Peter Rowe, 

who along with his wife Sandra made a first wrecking trip 

to the south shore of Loch Laidon to find two aircraft 

engines belonging to an Airspeed Oxford.   

 This led to a fun social group of friends who were 

brought together by a common theme of aviation, 

hillwalking and visiting aircraft wrecks. Over a period of 

two years the activities of the circle of friends began to 

grow. So too did their communication with contacts in the 

aircraft restoration scene. Several men participated at this 

time as volunteers at the two main aviation museums in 

Scotland. At Strathallan Air Museum they assisted by 

working on a Vampire (either XD403 or XD547) and the 

gun turret of Lancaster KB976. At the Royal Scottish 

Museum (now National Museum Of Flight) at East Fortune 

they helped to assemble the recently acquired Sea Vampire T.22 XA109, which is presently housed 

in the Montrose Air Station Heritage Centre. Another vintage aircraft they worked on was Spitfire 

LF Mk. XVIe TE462 at East Fortune.  

 

Strathallan Air Museum 

 

The legendary collection of vintage aircraft which existed from 1970 to 1988 at Strathallan in 

Perthshire deserves especial mention here. Today it is difficult to hear the word Strathallan without 

mourning the demise of such a wonderful aviation collection within Scotland.  

 The collection was owned by Sir William Roberts, whose family owned Strathallan Castle. 

The family estate included an airstrip between the castle and the River Earn which became home of 

the Scottish Parachute Club. In 1972, Sir William decided to move the two warbirds he owned - a 

Spitfire and Hurricane - to the Strathallan airstrip. From this humble beginning his collection 

quickly grew throughout the 1970s, with a hangar being commissioned in 1977 to hold the ever 

increasing airframes. There were even airshows where the public could view the airworthy 

examples. The centrepiece of the collection was Lancaster Mk.10 KB976 (yes, Scotland really did 

have its own Lanc) but other notable examples were a Comet, Mosquito, Hudson, Shackleton, 

Swordfish, Battle, Lysander, Avenger, Whirlwind, two Ansons, two Bolingbrokes and five 

Spitfires.  

 Sadly this incredible collection was not to last; financial pressures led to the warbirds 

departing in the 1980s to other museums in the UK and abroad. Five of these aircraft remain today 

at the National Museum of Flight in East Fortune (east of Edinburgh), which is presently one of the 

most significant aircraft collections in the UK. 

 

Formal constitution 

 

In March 1974, having operated informally for around two years, the group which would become 

SWAIG participated in an exhibition held in the Mitchell Library in Glasgow. Due to the success of 

the Mitchell exhibition and their increasing prominence, in July 1974 it was decided that it was time 

to constitute a formal group to investigate aircraft wrecks. The name they chose - Scotland West 

Aircraft Investigation Group – was rather protracted and possibly the result of a brainstorming 

session in the Eastwood local. Referred to by the acronym SWAIG, the name is commendably 

Below (3): A fully restored Spitfire 

LF Mk. XVIe TE462 at the Museum 

of Flight at East Fortune in 2007. The 

vintage fighter arrived in 1971, 

having been a gate guardian at RAF 

Ousten in County Durham for some 

fifteen years.   

(John Martindale)  
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functional in relating the remit of the group. One slight criticism might be that the name omitted to 

mention that they were a group investigating aircraft wrecks in the west of Scotland. But this would 

have required the acronym SWAWIG, which is far too silly even for a group of inebriated 

enthusiasts in a public house environment. However, if we are looking objectively, the name they 

chose is very apt because some of their activities (such as the Mitchell Library exhibition and 

Vampire cockpit preservation) did not concern aviation crashes. Therefore, the name SWAIG, with 

its more general aviation context, is a perfectly appropriate title for their activities. 

 In October 1974 the group consisted of nine members including -  

 

 President - Ronnie McKinnon   

 Vice President, archivist, editor - Lex Kelly 

 Secretary - John Martindale 

 Assistant Secretary – George Pittendreigh 

 Technical Adviser – Alistair Young 

 Armaments Adviser – Peter Rowe 

 Treasurer – Angus Bain 

 

 Other enthusiasts who are likely to have been 

members in the early days were Alex Brodie, Bill 

Stevenson, Mel McLucas, Jack Simpson and Charles 

Morrison.  

 The circle of friends brought together by a 

common theme all has different backgrounds and skills. 

The members brought different talents, knowledge, 

experience and interests to the group. Everyone had an 

interest in aircraft and hillwalking but quite a few 

members were not „plane daft‟ and did not have their 

heads buried in technical manuals, frantically studying 

how to differentiate every single mark of Spitfire. Some 

brought organisation talents and the ability 

to recover and preserve items to the group. 

Others had specific talents, for example 

Mel McLucas brought knowledge of 

electronics and Peter Rowe brought 

knowledge of armaments to the group. 

The latter was a very helpful benefit when 

machine guns, cannons or ammunition 

were found on site. Ronnie McKinnon‟s 

knowledge of engines and engineering 

was certainly an asset, especially when 

they worked on preserving the engines 

they had recovered. 

 As for my father‟s involvement, he 

was an avid aviation buff who was 

involved in securing the „gen‟ - the information which 

precipitated the search for a wreck. Being a plane spotter 

provided John with extensive knowledge about serial numbers, 

camouflage and squadron codes; such knowledge was very 

helpful when trying to ascertain the aircraft type, mark, serial 

number or civilian registration of the wreck.  

 

Below (6): Someone is wet, and it appears to be George. 

(John Martindale / SWAIG) 

Above (4): SWAIG were no strangers to 

high technology, with this membership 

card including some rudimentary form of 

photo ID. The Code of Conduct is not 

specified but probable included rules 

such as not stealing parts of planes from 

the hills and paying for your fair share of 

drinks in the pub. 

 

Below (5): A typical SWAIG day out, 

with men, women and children taking to 

grassy slopes on the way to a hillside 

wreck.  

(John Martindale / SWAIG) 
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Group activities 

 

With one notable exception, the investigations of 

SWAIG focussed on aircraft which had come to 

grief on the hills, mountains and moorlands of 

Scotland, primarily in the west and south-west 

but also extending to the central areas of the 

country. One essential point is that the group 

investigated aircraft wrecks. They sourced „gen‟ 

from contacts, libraries and archives and then 

asked local people for more information. This 

primary information could reveal important data 

about the crash site and subsequent events such 

as recovery of wreckage by the authorities. I 

distinctly recall being told that the group were 

formed while the remaining farmers, shepherds 

and forest workers - the only men who could 

provide such vital first-hand information - were 

still alive.  

 

Publicity – As well as investigating, the group 

engaged in the process of documenting what they 

had found. In the Evening Times article of 10
th

 

November 1977, it was stated that „Every “find” 

is carefully logged, with map references recorded 

and details of type, condition, etc. noted down.‟ The same article also 

makes it clear that the group were conscientious and notified the appropriate 

authorities: „SWAIG are scrupulous when it comes down to regulations. 

Wrecked aircraft have to be notified to the Defence Ministry, particularly if 

they are relics of the Second World War and contain arms or ammunition.‟ 

In some cases the wrecks they found were not known to the authorities.  

 The group‟s activities were covered in several newspaper articles 

including the Evening Times, Sunday Express and Sunday Herald. A letter 

from SWAIG was published in the Glasgow Herald in regard to the absence 

of aviation history in museums in the west of Scotland. In particular the 

group lamented the policy of passing any aviation-related artefacts to East 

Fortune in the east of Scotland. The same situation persists to this day. 

Although there is a very worthwhile collection at Dumfries in the south-west 

of Scotland, the only museum aircraft which can be viewed in the west of 

Scotland is the Spitfire at the Kelvingrove Art Gallery and Museum in 

Glasgow. 

 

Activities – Annual General Meetings were held in the Anglican Chaplaincy at the University of 

Glasgow‟s Oakfield Avenue, a location which was more befitting for an AGM than a public house. 

Subscription fees for the group were an annual charge of £3.  

 The group also met formally and informally to deliver slide shows. On some occasions they 

provided slide shows and talks to other groups, one notable talk being delivered to the Royal 

Aeronautical Society. In some instances guest speakers would reciprocate by providing a talk for 

the benefit of the assembled SWAIG members.  

 Some of the group‟s collection, including a Gypsy Queen engine and an Avro Lincoln 

tailwheel, were donated to the museum at East Fortune. 

Above (7): Members of SWAIG on an 

unidentified hillside. Sitting in the sunshine are 

Valerie McKinnon (far right) and Eleanor 

Martindale (second right). George Pittendreigh is 

turning to face the camera, with Mel McLucas in 

Karate Kid pose behind. On the left hand side is 

Ronnie McKinnon, who is inspecting a torn piece 

of aluminium. 

(John Martindale / SWAIG) 

 

Below (8): Mel McLucas in 1974, holding aloft 

some form of aircraft debris. 

(John Martindale / SWAIG) 
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Above (10): A rather amusing cartoon drawn by George Pittendreigh for the Spitfire-

themed newsletter in 1976 and touched up in 2016. There appears to be a re-

enactment of a Battle of Britain dogfight, this time between a three-wheeled 

Messerschmitt KR200 car and a Triumph Spitfire. The text below read „No George! 

That‟s not quite what I had in mind when I asked for a drawing of a Spitfire chasing a 

Messerschmitt!‟ 

(George Pittendreigh / SWAIG) 

 

Orange hats – Many of the photos of the 

marauders on the hills show members with 

orange woolly hats. The instantly recognisable 

headwear, complete with pom-pom on top, 

were sourced from Ronnie McKinnon. At 

work one day, Ronnie and other colleagues 

were asked if they could find a used for a 

number of one size fits all luminous orange 

woolly hats. Ronnie took up the offer and 

distributed several hats around the group. You 

might not see David Beckham modelling 

these hats any time soon but when stumbling 

around a mist-soaked hillside, function comes 

way ahead of fashion considerations. While 

they may not have been chic – even in the 

dreadful fashions in the 1970s – they were 

extremely practical for they were warm and 

very visible.  

 

Newletters 

 

The first of fourteen SWAIG newletters began in the late summer of 1975. These contained periodic 

recovery columns, regular book reviews by Lex Kelly, advice on photography and a report covering 

the building of a home built aircraft. Also included were several of John‟s wreck reports, including 

the Loch Doon Hurricane, Ben Bheula Martlet and Blaeloch Hill Firefly. Since paint colours and 

markings were essential to identifying wrecks, John penned the six-part British Military Aircraft 

Markings, which ran across the first six issues.  

 Newsletter 8 consisted of a special nine-page Spitfire issue to commemorate the 40
th

 

anniversary of the maiden flight by Mutt Summers in Spitfire prototype K5054. This included 

John‟s „Spitfire Investigations‟, containing information on the Hill of Stake Seafire. The special 

issue also included an article on the Merlin engine by Ronnie McKinnon and a feature on 602 (City 

of Glasgow) squadron by Alistair Young.  

 
 

 
  

Above (9): Ronnie and nephews on the snow-covered 

slopes of Ben Bheula in 1972. Note the orange woolly 

hats, which were ideal for visibility purposes when 

walking through low cloud. 

(John Martindale / SWAIG) 



 

Martindale’s Marauders Page 16 
 

Names – In the newsletters the subject of infant names did arise, with Biggles Immelman being 

suggested as a suitable name for a boy. This may have been a reference to one member naming their 

child after an aircraft manufacturer in a rather ingenious way. One day it occurred to me that my 

Sunday name (Douglas) just happened to be the same as the US aircraft manufacturer.    

 „You didn‟t name me after a plane manufacturer did you?‟ I asked my father one day, not 

entirely in jest.  

 I was assured that this had not occurred. What happened was that my father approved of my 

mother‟s suggestion of Douglas because, as I am sure you will agree, it is such a splendid name. 

But the fact that it was the name of a US plane manufacturer and a motorbike company may have 

sealed the deal. It could have been worse: the first name of Bristol would have been bad, the name 

Fairey inexcusable.        

 

A question of morality? 

 

Newsletter 3, in October 1975, featured a highly enlightening article – „A question of morality?‟ – 

regarding the ethics of retrieving wreckage from crash sites. The SWAIG article acknowledged that 

museums and historians were looking at wreck sites to preserve rare aircraft for posterity. Even 

now, well into the second decade of the 21
st
 Century, aircraft are continuing to be recovered from 

various locations around the world. Examples include Luftwaffe aircraft recovered from remote 

Russian landscapes to the highly publicised recovery in 2013 of a Dornier 17 from the English 

Channel. 

 The debate centres on whether wreckage should be left untouched, as a monument to those 

who died, or should be recovered for a museum exhibit. On one hand it was recognised that if all 

artefacts were removed there would be no wreckage remaining in years to come. At present, some 

forty years later, casual acts of theft and legitimate recovery operations have significantly reduced 

the amounts of wreckage which remain at each wreck site. But on the other side there was an 

acceptance that preservation of the wreckage diminishes as every year passes due to exposure to the 

harsh elements. The view asks how much „weathered aluminium and heaps of rust‟ would remain in 

fifty or a hundred years? Such deterioration of valuable aviation archaeology is highly undesirable 

and is „not, perhaps, the best legacy to leave the future air historians‟.  

 How do we resolve both arguments? The consensus given in the article is a common sense 

approach in which there should be an aim to recover aircraft parts if they were suitable for 

„restoration to exhibition standard‟. Although not specifically mentioned in the article, it is assumed 

that the group‟s view of the recovery of any artefacts could only justified if they would ultimately 

end up in an aviation museum and that casual pilfering of artefacts was deemed highly undesirable. 

What is stated, in no uncertain terms, is that membership of the group would be terminated if any 

member disturbed a War Grave site. 

 The topic was addressed again in the next issue, following a return visit to the Martlet on Ben 

Bheula. The group were „appalled‟ at what they found in relation to the reduced amount of 

wreckage and the vandalism perpetrated upon the artefacts. They lamented the fact that there was 

clearly no way of preventing such actions. This supported their argument that recovery of artefacts 

by responsible groups should be the best course of action, the argument being: „should we let the 

mindless and the greedy compete with the elements in destroying the tangible evidence of history?‟  

 There may be some unease about a hobby in which photographs are taken at fatal plane crash 

sites. One argument supporting this activity is that it may be acceptable if, and only if, people 

conduct themselves in a responsible and respectful manner at the crash site and do not disturb the 

artefacts. It should be pointed out that removing artefacts, which remain the legal property of the 

Crown, from military crash sites is illegal. There have been cases of police involvement, as in case 

of the Beinn Nuis B-17, which crashed on the island of Arran with the loss of eleven fine 

Americans. In 1990 members of the East Anglian Aircraft Research Group, having secured the 

appropriate permissions from the Ministry of Defence, were in the process of recovering items by 
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Sea King helicopter. The rescue helicopter had to attend to an emergency call so the group hid 

artefacts on the hillside. Within the next 24 hours some of these items were stolen by an individual 

who had watched proceedings from afar. The group reported the theft to the police, and after 

enquiries had been made the individual was apprehended and the items recovered. And yet, a few 

months later, other items of the same wreck which remained on the hillside were vandalised.  

 In more recent years there have been several instances of aircraft wreckage from fatal aircraft 

sites being sold on a well-known auction site. The first example is in regard to the same B-17 on 

Beinn Nuis. Two machine gun rounds recovered from the site were sold in 2000, with the seller 

clearly having no moral compass when stating in the advert: „A nice thing that you don‟t see often.‟ 

This became the discussion of a forum thread on the Historic Aviation section of The Aviation 

Forum. Not surprisingly it was pointed out that the selling of items from a fatal crash is in very bad 

taste. This was, unfortunately, not a singular instance: a 26” by 15” section of the Box Law 

Wellington and a fabric fuselage section of the Fathan Glinne Whitley were sold in 2012 and 2013 

respectively on the same site. 

 There have undoubtedly been many cases of fine upstanding members of the community, with 

a clean bill of health in terms of illegal or anti-social behaviour, casually taking parts off the hillside 

simply because they have not thought over the implications. They may even have genuinely 

regretted their careless action at a later date. But this undesirable action becomes very much less 

tolerable by those who have taken items deliberately, with no intention of keeping the artefacts safe 

or ultimately passing them onto a museum collection. And yet it is the action of stealing from fatal 

crash sites in order to make personal financial profit which is especially loathsome. Such actions are 

morally indefensible and completely dishonour the memory of those who died in violent 

circumstances in the air crash.    

 

Later years 

 

The activities of SWAIG continued in 1976 and into 1977 but in this latter year Ronnie and his wife 

Valerie moved to Hampshire. They were a big loss to the group, not only in terms of bringing drive 

and knowledge to the group but also socially. By this time other members had less time for SWAIG 

activities due to work and family commitments. In September 1977 there was a reorganisation as 

follows – 

 

 President – Alastair Young 

 Vice President – John Hartley 

 Secretary - George Pittendreigh 

 Treasurer – Angus Bain 

 Archivist - Lex Kelly 

 External Activities - Charles Morrison 

 Editor – Bruce Smith 

 

 Although in many cases the friendships would remain, in terms of SWAIG activities the 

group had begun to drift apart by the end of the decade. However, some members retained an 

interest in visiting wrecks. For example, Peter Rowe was interviewed in Season 1 Episode 6 of the 

BBC TV programme History Detectives. Broadcast on the 2
nd

 November 2007, the episode covered 

the recovery of a Lancaster at Loch Lomond.  
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Part IV – The Achievements Of SWAIG 

 
ncluded in this section are brief details of some of the achievements of the Scotland West Aircraft 

Investigation Group (SWAIG). The story surrounding the recovery of the Heinkel 111 follows as 

it warrants its own section. 

 

Mitchell Library exhibition 

 

One of the early achievements of SWAIG took place several months before their official formation. 

In March 1975 the group assisted with the exhibition „The Aeroplane & The Science Of Flight‟ in 

the Mitchell Library in Glasgow, one of Europe‟s largest public libraries which presently holds over 

a million items in stock. The exhibition included a number of exhibits and wall displays, including 

artefacts, photographs and accompanying captions and aircraft models. John made a number of 

aircraft models, handpainting the serials and squadron codes to depict the aircraft as they appeared 

when they were lost; these included the Whittliemuir Dam Anson, Ben Bheula Martlet, Fathan 

Glinne Whitley and Windy Rig Hampden. John‟s friend Bob Cooke also contributed to the exhibit 

with a number of his models. However, it was Ronnie McKinnon‟s 1/3
rd

 scale model of a Blériot XI 

which was the centrepiece of the model collection. 

 The involvement of SWAIG in the exhibition originated from Lex Kelly‟s wife, a librarian 

with contacts in the Mitchell Library. This contact allowed the group access to the library‟s 

substantial archives, including Flight magazine and newspaper copies on microfiche film. As the 

group archivist, Lex wrote to Raymond Baxter, presenter of the BBC television programme 

Tomorrow‟s World, who had served as a Spitfire pilot in 602 (City of Glasgow) squadron; Baxter 

assisted the group with verbal information which was used in the exhibition.  

 The exhibition was a resounding success with a record number of visitors and donations. It 

came to the attention of the television journalist Dorothy-Grace Elder, a winner of the British 

Reporter Of The Year award who worked on Reporting Scotland in the 1970s and subsequently 

became an MSP. She thought that it warranted more attention than radio or newspaper coverage and 

as a result the exhibition was covered in a television programme. 

  

I 

Above left (11): Exhibits on display at The Aeroplane & The Science Of Flight exhibition at the Mitchell 

Library in March 1975. 

(John Martindale / SWAIG) 

 

Above right (12): One of the main exhibits was a De Havilland Gipsy Major engine, built in large numbers and 

used in many biplanes including the Tiger Moth. This inhibited engine was in excellent condition when 

recovered from a scrapyard in Lanarkshire. Attempts made to donate the engine to the Shuttleworth Trust did 

not bear fruit. Instead it went to a Scottish museum, most likely East Fortune.  

(John Martindale / SWAIG) 
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Vampire rescue 

 

The activities of SWAIG were covered in 

several newspaper articles. One of these - 

„Tracking Down Air Relics Is Their 

Hobby‟ – featured in the Evening Times 

on the 10
th

 November 1977. This 

mentioned briefly their rescue of the 

forward fuselage section of a Vampire 

trainer from Glasgow Airport.  

 This story began in 1975, when 

members of SWAIG were informed that the nose section of De Havilland Vampire T.11 XD547 

was to be broken up within days at Glasgow Airport. The wings, twin booms and tails of the trainer 

had already been lost. However, on the 25
th

 October 1975 Peter and Sandra Rowe, Charles 

Morrison, Ronnie McKinnon and Alex Brodie managed to save the forward section (including the 

nose, cockpit and the main fuselage body behind the cockpit) from destruction.  

 The main fuselage section was of course of a size and weight that made transportation less 

than straightforward. An ingenious and completely unique solution was devised by Peter and 

Charles, who believed it would be possible to fit a car axle and leaf springs to the cannon mountings 

near the rear of the fuselage. In this arrangement the weight to the rear of the cockpit would be 

borne by the wheels fitted to either side of the axle. As for the front of the fuselage, there was no 

need to fit an additional axle as the nose wheel could do the work. Indeed the undercarriage leg of 

the Vampire was left extended, with the nose wheel of the jet fighter trainer forming one of the 

three wheels which was used to tow the unit along the road.  

 Although a clever idea, which worked very well, there was no hiding the comedic element of 

this most unconventional arrangement. Motorists could not miss the Vampire cockpit which 

„towered like the stuffed head of some prehistoric animal‟ behind Ronnie‟s car. One problem was 

that the tyre of the Vampire nose wheel was in a partially deflated condition. The answer was, of 

course, to simply tow it to a petrol station, where they proceeded to inflate the nose wheel tyre. 

They then continued at the stately speed of 20mph (who said jets were fast?) to the tolling booths at 

the Erskine Bridge, where the toll booth attendant sat „transfixed at the apparition which had 

appeared out of the mist‟. There was some confusion as to the fee that should be administered 

because the toll booth did not have a charging structure which included jet fighter nose sections. 

Worse came later as they passed by football pitches, where heads turned and mouths opened as the 

Vampire passed by. This included an unfortunate goalkeeper, whose attention strayed from the field 

to that of the passing apparition just as a football was kicked into his net. It is unclear what his 

excuse would have been in the changing rooms after the match. 

 After some forty minutes the contraption arrived intact at the group‟s shed in Milngavie, 

where it was found that a pair of ejection seats and parachutes still resided in the cockpit. The group 

worked on the cockpit over the coming months to bring it up to exhibition standard, whereupon it 

was moved to Strathallan. It can currently be seen at Dumfries & Galloway Aviation Museum, 

where it has been mated with the wings and tail booms from Vampire XD425.  

Left (13): Ronnie McKinnon‟s 1/3
rd

 scale model 

depicts Tyrggve Gran‟s Blériot XI which made the 

first flight over the North Sea in 1914. 

(John Martindale / SWAIG) 

 

Below (14): John was on hand at Glasgow Airport to 

document the moments after the final flight of 

Vampire XD547 on the 22
nd

 March 1971. We can see 

the nosewheel tyre which, several years hence, would 

be inflated at a local petrol station. 

(John Martindale) 
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Left (15): The Evening 

Times article from 1977, 

which includes the same 

photo of the Heinkel 111 

wing which is included in 

this booklet. It also includes 

a photo of the remains of the 

Succoth Glen B-29 on the 

right. 

 

Below (16): The text from 

the same Evening Times 

article reveals some 

important details of SWAIG 

activities such as the 

aforementioned Vampire 

cockpit, the Loch Laidon 

Oxford and the Heinkel 111 

engine recovered from the 

Moray Firth. 
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Loch Laidon Oxford (A) 

 

Details 

Type: Airspeed Oxford Mk.I 

Serial: L4597 

Unit: No. 4 Ferry Pilots‟ Pool / No. 45 Maintenance 

Unit 

Flight: Cambridge to Kinloss  

Location of crash: South shore of Loch Laidon 

Date of crash: 02/03/42 

John date of visit: 10/06/73 

 

Introduction – One of the most significant of the 

SWAIG accomplishments was the recovery of two 

Armstrong Siddeley Cheetah engines from a crash site 

at Loch Laidon in the Rannoch Moor area of Scotland.  

 The Airspeed Oxford was a twin-engine dual-

control aircraft which shared training duties with the 

Avro Anson. Both types were built in large numbers 

and served extensively within many Commonwealth countries, fulfilling a range of training 

requirements from 1937 until 1954. The Mk.I version of the Oxford was a bombing and gunnery 

trainer whereas the Mk.II and Mk.III were radio and navigation trainers.  

 The number of Oxfords built by Airspeed and three other aircraft companies numbered 8,586. 

L4597 belonged to the first production batch built at the Airspeed factory at Portsmouth. One of the 

founders of Airspeed was pioneer aircraft designer Nevil Shute Norway, who wrote the famous 

novels On The Beach and A Town Like Alice. The author, who used his middle name as the surname 

of his pen name, also wrote the novel No Highway. Subsequently made into a film with James 

Stewart in the lead role, the novel foretold a story of metal fatigue on an airliner several years 

before this occurred with tragic consequences in the Comet disasters. 

 

Crash details – The final flight of L4597 began on the 2
nd

 March 1942, when pilot William Edgar, 

an American from the Air Transport Auxiliary, was ferrying the Oxford from Cambridge to 

Kinloss. As a member of the No. 4 Ferry Pilots‟ Pool, Edgar was flying the Oxford to No. 45 

Maintenance Unit based at the Moray airfield. At Kinloss, aircraft would be kept up to date with 

compulsory modifications and once these were completed they would be returned to their unit.  

 The Oxford was not a particularly easy aircraft to fly, which in many respects made it a 

suitable trainer for pilots because it would improve their skills before moving onto faster twin-

engine aircraft. Swings on take-offs and ground looping were also said to be a danger in this type. 

Yet on the cold night in March 1942 it was not these issues which proved to be a hazard for Edgar, 

rather it came from the failure of the starboard engine. Flying alone, Edgar made a successful 

emergency landing on ice present at the very edge of Loch Laidon, a remote and beautiful body of 

water on Rannoch Moor. The American pilot then managed to escape from the trainer before it 

began to burn. Leaving the wreck, he wandered over the moors all night long before managing to 

reach safety later in the morning. 

 

JM wreck diary 

 

„Two engines lying by the water edge, with small number of pieces nearby. 

 

„Engines have very little impact damage. Nos. AS 18837, AS 41082. 

Above (17): This photo shows an Airspeed 

Oxford Mk.I trainer of No. 3 FTS in silver 

pre-war colours. Some of the Mk.Is had an 

Armstrong Whitworth turret fitted in the 

dorsal position. In period photos, only two 

of the eleven early Mk.Is were equipped 

with a turret so it may be that L4597 did 

not have this feature.  

(J H Martindale) 
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„From 45MU, 2.3.42. Crashed and burnt out, pilot escaped OK. Force landed on ice prior to 

burning. Pilot wandered all night but OK. On ferry by FPP.‟ 

 

Aftermath – It is rare to find an aircraft crash story with a happy ending. The Loch Laidon Oxford 

did appear to have a positive conclusion since the pilot managed to escape and walk to safety. But 

there is a definite sting in the tail in this story. According to the website Peak District Air Accident 

Research, only one month later William Edgar was flying another ferry flight, this time delivering 

the brand new Spitfire Mk.VB BM358, when he crashed less than ten miles from RAF Dyce near 

Aberdeen. This time there was to be no escape and the American ferry pilot was killed. This is one 

of many examples of the perils of wartime flight, when losses occurred not just in operations or in 

training but also in cross country ferry flights. 

 

Colours – The early Oxfords, including L4597, were silver but then brown and green camouflage 

was adopted. In the early scheme, the camouflage extended halfway down the fuselage, with yellow 

being adopted on the bottom half of the fuselage and the undersides. Then, in December 1940, the 

camouflage was extended down to the bottom of the fuselage. It is this latter scheme which L4597 

would have had in March 1942. The trainer would have had Type A.1 roundels on the fuselage and 

Type B roundels on the upper wing. On the tail there would be the equidistant fin flash and 

underneath the wings would be the serial in black. It is possible that the code for No.4 Ferry Pilots‟ 

Pool – 3D – would have been applied in white to the fuselage.   

 

 

Recovery – Much of the aircraft had been destroyed by fire but what remained on site thereafter 

included both Armstrong Siddeley Cheetah engines. Both engines had sustained little impact 

damage and lay miles from prying eyes by the edge of the picturesque Loch Laidon until the 1970s. 

The good condition of the Cheetah engines was noted in June 1973 when the site was visited by 

SWAIG. In July 1976 it was agreed that the group should attempt to recover one or both of the 

Cheetah engines from the site. The group were then granted permission to do so by the authorities, 

in this case being the Nature Conservancy Council.  

   The recovery operation, which included Peter and Sandra Rowe and Ronnie McKinnon, did 

present some challenges. The engines were successfully secured to a raft but, much to the 

consternation of those on board, the raft hit a rock while on the north-eastern journey up Loch 

Laidon towards Rannoch Station. Slowly but steadily water began to leak into the hole so makeshift 

repairs were hurriedly made. The recovery party was able to reach shore just before darkness, 

though they were up to their knees in water by that point. A slight discomfort, perhaps, but the 

important thing was that they had conveyed the engines intact. 

 During the Viking event, John recounted some brief details of the recovery: „This is Rannoch 

Moor…He skited across the ice of Loch Rannoch, went on fire and burned out. The two engines 

were sitting by the side of the water. What did you do, Ronnie? You brought them back in a raft 

along to Rannoch Station and they went to Rolls Royce in Hillington for restoration.‟  

  

Left (18): Airspeed Oxford L4597 depicted during 

the final flight from Cambridge to Kinloss. Note 

the yellow undersurface colour which contrasted 

with the brown and green camouflage. There may 

have been a turret on the upper fuselage of the 

aircraft. 

(Dougie Martindale) 
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Above right (19): One of the two 

Armstrong Siddeley Cheetah X radial 

engines at Loch Laidon. Note the 

remains of the wooden two-bladed 

propeller at the front. This wood 

remains exactly in situ on the engine 

which is presently on display at 

Bamburgh Castle.  

(John Martindale / SWAIG) 

 

Middle right (20): The Cheetah X was 

a seven cylinder air cooled radial 

engine produced in vast numbers. The 

37,000+ production run powered over 

twenty aircraft types including a 

variety of Airspeed aircraft and the 

Avro Anson.  

(John Martindale / SWAIG) 

 

Below right (21): George inspects the 

rear end of one of the Cheetah 

engines. The 289 kg weight of each 

engine required careful planning 

when removing them from the site.  

(John Martindale / SWAIG) 

Above left (22): Ronnie, Peter and Sandra inspect the seven 

cylinder engine which is on display at Bamburgh Castle. The 

power produced was a modest 375 hp, propelling the Oxford 

to a leisurely maximum speed of 188 mph.   

(John Martindale / SWAIG) 

 

Left (23): „That‟s it, I‟ve got it!‟ says John as he finds the 

construction plate in the waters of Loch Laidon.  

(John Martindale / SWAIG) 
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Where did they go? – Once the Cheetah engines were taken back to Glasgow, they were restored at 

Rolls Royce in Hillington and mounted on hexagonal shaped stands. Both were then transported to 

Strathallan but their final destination after the demise of the Perthshire collection remained a 

mystery. „Hopefully they still exist…but we don‟t know, do we?‟ said John during the Viking event 

in 2008.  

 In fact the engines do exist, with at least one being presently on display at Bamburgh Castle in 

Northumberland. This impressive castle is home to the family of William Armstrong, an important 

industrialist whose name can be found in several companies and groups such as Armstrong Siddeley 

(Cheetah engine), Armstrong Whitworth (Whitley) and Vickers Armstrongs (Wellington and 

Viking). Although staff at Bamburgh Castle could not confirm that they hold both Loch Laidon 

engines, the Cheetah engine presently on display at the Aviation Artefacts Museum is 

unquestionably one of the two recovered by SWAIG in 1976. The reason this is certain is because 

the remnants of the wooden propeller on the display exhibit is an identical shape to that which can 

be seen in the Loch Laidon photos. In addition, the information board mounted at the foot of the 

base credits SWAIG with the recovery.  

 However, just like the information board for the Cheetah engine at Cornalees, the full name of 

SWAIG is not quite given accurately on the castle display. Although the meaning is essentially the 

same, the version given this time is „Scottish West Aviation Investigation Group‟ rather than the 

correct „Scotland West Aircraft Investigation Group‟.  

  

Above right (24): Here can be seen 

the two Cheetah radial engines at the 

Rolls Royce factory in Hillington. It 

can be seen that the hexagonal 

display base is the same one which is 

presently used in the Bamburgh 

Castle display.  

(George Pittendreigh) 

 

Below right (25): A fully restored 

and immaculate Cheetah engine on 

display in May 2016 at Bamburgh 

Castle. A picture of this same engine 

currently resides on the Wikipedia 

page for the Armstrong Siddeley 

Cheetah engine. Given the 

connection of the castle to William 

Armstrong, this is a very fitting place 

for the engine (or indeed both 

engines) to be held. 

(Linda Hastings) 
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Part V – Hatto Kuhn & Operation Whitehills 
 

Moray Firth Heinkel 111 (Y) 

 

Type: Heinkel 111 H-5A 

Serial: 1H+BK, WNr.3774 

Unit: 2./I./KG26 

Flight: From Aalborg, Denmark 

Location of ditching: Moray Firth, 1.5 km from 

Whitehills  

Date of ditching: 01/03/41 

 

Overview 

 

t is one thing to investigate and find crashed 

aircraft on the Scottish hillsides but it is entirely 

another thing when the pilot of one of the downed 

aircraft knocks at your door. This is precisely what 

happened in 1977, when Oberstleutnant Hatto 

Kuhn knocked the door of our family home asking 

for Herr Martindale.  

 An explanation for such an unlikely event is 

required. In short, in March 1941 Kuhn was the 

pilot of a Heinkel 111 which ditched into the 

Moray Firth, the inlet of the North Sea to the 

north-east of mainland Scotland. In August 1975 members of SWAIG, in association with divers 

from the Aberdeen Sub Aqua Club, carried out Operation Whitehills. In this operation an engine 

and a propeller (which had previously been raised from the sea bed and deposited in Whitehills 

harbour) was raised from the harbour and transported on a trailer to Glasgow. A remarkable 

coincidence allowed Kuhn to learn of this action, prompting him to visit Scotland to meet the men 

who recovered the Jumo engine and propeller from the Heinkel 111 he had ditched into the Moray 

Firth many years previously. 

 

Hatto Kuhn 

 

The pilot of the Heinkel 111, Hatto Kuhn, led a most interesting life in various countries around the 

world. Life began on the 10
th

 December 1915, when he was born to parents Kurt and Gretel Kuhn 

in Rabaul, a town on the island of New Britain in Papau New Guinea. In the 1920s the Kuhns lived 

in Germany, where the economic conditions following World War I were felt by every German 

citizen. Young Hatto was schooled in Berlin before graduating from high school in the mid-thirties. 

In 1935 he joined the Luftwaffe, the newly formed air force which quickly grew to great strength 

after the repudiation of the Versailles Treaty by the Nazi Party.  

 In early 1941 Oberleutnant (senior lieutenant) Hatto Kuhn was serving as a pilot of a Heinkel 

111 squadron within Kampfgeschwader 26 (KG 26), a bombing group known as 

„Löwengeschwader‟ (Lions‟ Wing). At this time the unit operated in the anti-shipping role in the 

North Sea and attacked naval bases such as Scapa Flow and Rosyth. All front-line Luftwaffe 

bomber squadrons were heavily employed in the early war years and the units of KG 26 were no 

exception, being involved in attacks against Poland in September 1939, the Norway invasion in 

spring 1940 and the Battle of Britain. It is unclear what part Kuhn played in the first eighteen 

months of the war but the ditching in March 1941 is unlikely to have occurred during his first 

operational flight.  

I Above (26): German military tactics were such 

that no proper four-engine heavy bomber 

comparable to the Lancaster or B-17 would see 

Luftwaffe service in adequate numbers. Instead 

the mainstay of German bomber operations was 

the classic Heinkel 111, a twin-engine medium 

bomber with a payload of 5,500 pounds, far 

below the Lancaster‟s maximum payload of 

18,000 pounds. The main visual characteristic of 

the Heinkel 111 is the glazed nose, which 

afforded excellent visibility. 
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Above (27): A flight from Aalborg to the convoy on the east coast of Scotland 

and back to base would be around 870 miles (1,400 kilometres).   

 In the late afternoon of the 1
st
 March 1941, Kuhn assembled with his three crewmen: 

Observer Friedrich Großhardt, Radio Operator Manfred Hänel and Mechanic Ferdinand Mänling. 

The crew took off from Aalborg in the north of Denmark in a Heinkel 111 H-5A, a variant which 

was capable of carrying mines for anti-shipping strikes and could carry a heavier bomb load than 

earlier variants. The aircraft they flew was WNr.3774, which carried the fuselage markings 1H+BK 

upon the standard dark green splinter camouflage used by the Luftwaffe at the time.  

 

 
 

The Tewkesbury attack 

 

At 0630 on the morning 

of the same day, the 

naval convoy EN.79 departed from Methil in Fife bound for Loch Ewe, the Royal Navy base in the 

north-west of Scotland. The Commodore Ship of EN.79 was the 4,601 ton Tewkesbury, a 400 feet 

long merchant steamer carrying 7,500 tons of coal to South America. Meanwhile, another convoy, 

WN.91, was sailing in the opposite direction, having departed from Gourock a few days previously. 

Following reconnaissance reports, three Heinkels of KG26 were tasked with attacking ships of 

EN.79 and WN.91 as they passed each other off the coast of Aberdeen. The idea was to time the 

attack so that the three bombers could attack ships of both convoys, thus improving the chance of 

success. The operation was also timed to occur after the sun had set at 1838. In daylight hours 

Hurricanes had provided protection for the convoys but no such aerial defence was afforded when 

darkness fell.  

 At 1923, forty-five minutes after sunset, convoy EN.79 was sailing northwards at a position 

around twelve miles east of Aberdeen. One Heinkel 111 approached from the north and dropped a 

bomb which hit the sea but did not explode. Soon afterwards the same bomber hit the tanker 

Atheltemplar with three bombs. The Captain and eleven other men were killed in this devastating 

attack, which started a ferocious fire below decks (attack 1). Just at that moment a second Heinkel 

111 flew up the columns of convoy WN.91 and proceeded out of sight without causing damage or 

being damaged itself (attack 2). There followed a momentary pause in the action when the convoys 

enjoyed respite from attack. Yet in this period serious fires were ravaging the Atheltemplar to 

deadly effect.  

 The action resumed at 1940 when a Luftwaffe bomber flew down the port side of EN.79 and 

fired machine gun tracer at the ships (attack 3). Three minutes later two bombers were spotted at 

Bullers of Buchan, one heading for EN.79 (possibly 1H+BK) and the other heading inland over the 

cliffs. At 1944, one Heinkel attacked WN.91 and hit the Forthbank, knocking out her main engines, 

killing one man and badly wounding three others (attack 4).  

 Then, at 1945, 1H+BK manoeuvred at high speed from the east towards the Tewkesbury, 

which was leading the port column of EN.79. The first 250kg bomb dropped by Kuhn and his crew 
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hit the sea while the second crashed through the engine room skylight of the Tewkesbury (attack 5). 

Mercifully neither bomb exploded. The action was not to be all one way for just as the bomber 

passed at a low height over the Tewkesbury, the anti-aircraft gunners on board the steamer hit the 

port engine of the bomber, causing black smoke to pour out of the tail and fuselage.  

 There was another attack made that evening, unfortunately with fatal consequences. The 

bomber which flew inland killed one man when four bombs were dropped on an RAF beacon next 

to a farm in Cruden Bay (attack 6). The details of which engagements 1H+BK was involved in are 

unclear but we know from Kuhn‟s description that he made two passes over the convoy. He was 

certainly responsible for attack 5 and possibly also for attack 3. One source suggests that 1H+BK 

also bombed the farm on Cruden Bay (attack 6) but this seems extremely unlikely given that they 

remained over the sea after having sustained damage to their engine. It is therefore likely that Kuhn 

and his men were not responsible for any casualties on that night. 

  

Ditching in the Moray Firth 

 

Oberleutnant Hatto Kuhn and his crew were in big trouble. The anti-aircraft gunners aboard the 

merchant ship had raked the fuselage of the bomber and set alight the port engine. The first issue, 

which was utterly critical, was to extinguish the fire in the port engine before it consumed the wing. 

Kuhn was able to successfully extinguish the fire and feather the port engine but the danger 

remained clear and present. Here they were, 700 kilometres from their base, in a very badly 

damaged aircraft with impaired control surfaces. To make matters so very much worse was the fact 

that they could not distinguish the sea from the sky. A crucial decision had to be made very quickly. 

Should they try to turn and head for home? If not, what were their other options?   

 In a sense the decision was made for them by the loss of the port engine because, despite his 

best efforts, Kuhn could not turn against the dead engine. Onwards they sped, with the outline of the 

cliffs to their port side, unable to make a starboard turn towards home. One minute became two, 

which became three and four, all the while carrying them at low level into the darkness. It was 

obvious that they were not going to make it into the North Sea, let alone back to Denmark. Landing 

at an Allied airfield was also not an option so there remained only two possibilities: either they 

would make a forced landing over land or they would 

ditch into the Moray Firth. A belly landing in an 

Aberdeenshire field might be the safer option but the 

problem was that they would need to gain sufficient 

height to pass over the cliffs all along the coastline. They 

edged on, hugging the edge of the coastline, trying to 

gain height and looking for low ground which would 

allow them to fly inland. As the minutes ticking by, 

taking them farther and farther away from base, no 

opportunity presented itself.  

 The danger remained acute. Kuhn was having great 

difficulty in distinguishing the horizon and was 

constantly struggling with the controls which did not 

respond as they should. Some of the control linkages had 

been severed, making the Heinkel very sluggish and 

unresponsive. Height was a precious commodity denied 

to Kuhn and his men; he had made two attempts to gain 

height but both proved fruitless. In fact they were losing 

height, which effectively negated the possibility of a 

belly landing in a Scottish field. 

 In the ten minutes since the convoy attack, the 

Heinkel had crept in an anti-clockwise arc around the    

Above (28): In the twelve minutes since 

the convoy attack, 1H+BK travelled 

north and then east around the Scottish 

coastline. Even if Kuhn had been able to 

turn to starboard, it is very unlikely he 

could have flown the 700 kilometres 

back to Denmark. He would then have 

been stranded in a dinghy in the North 

Sea, where rescue would be very far 

from certain.  
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north-eastern corner of the Scottish coastline, passing the town of Fraserburgh on the port side. The 

cliffs on the port side made a turn to port impossible so any turn would have to be made to 

starboard. The only way to attempt this with a dead port engine was to throttle back on the starboard 

engine. Kuhn did so but the reduced power resulted in a loss of airspeed which severely reduced his 

options. In fact, the loss of airspeed and very low height meant that their options were not just 

extremely limited but now singular. It was not a question of if they would ditch but when. Ditching 

a fully functioning aircraft in the sea in daylight is a very hazardous enterprise but Kuhn did not 

have the luxury of daylight because darkness had long since consumed the light. Nor did he have a 

functioning aircraft. Not only were some of the control surfaces failing to respond to movements in 

the control column in the cockpit, the loss of power on one side had greatly exacerbated the danger. 

If the port wingtip should drop, it might catch a wave and cause the aircraft to cartwheel into 

destruction.  

 Kuhn made a command decision: he ordered his crewmen to ready themselves for escape and 

brace themselves for impact. At 1957, twelve minutes after the Tewkesbury attack, Hatto Kuhn 

managed to guide his stricken bomber 1H+BK down into the Moray Firth, where it came to rest in 

the water around 1.5 kilometres from the fishing village of Whitehills in Aberdeenshire. Following 

the successful ditching all four men managed to escape into a dinghy. Watching as their Luftwaffe 

machine sank beneath the waves on its way towards the sea floor, the men of KG26 began paddling 

furiously towards shore. The dinghy had been punctured during the escape but they managed to 

plug the holes and reach the beach. They paddled ashore, greatly relieved to have made it safely to 

hard ground, where they slashed the dinghy with a knife and tried to hide it as best they could.  

 As the four men trudged along in the sands of enemy territory, they knew they were 

impossibly far from their base in Denmark or their homeland in Germany. It was obvious that they 

would not be treading over German soil for many years. Facing this fact, Hatto Kuhn threw his 

pistol into the Moray Firth; quite obviously they were not going to fight their way back to the 

Fatherland. Meanwhile, the authorities on the Scottish mainland had already been alerted and the 

manhunt was on. In the circumstances the odds were so stacked against the enemy fliers that 

capture was inevitable. Indeed they were taken into custody on the beach within an hour of the 

ditching by Chief Constable Strath and coastguard personnel.  

 Hatto Kuhn was now a prisoner of war. He was separated from his crew and taken to an 

unnamed town for interrogation. For him the war was over. 

 

Heroes of the hour 

 

Failure to detonate – Readers who have been paying attention will recall that neither of the two 

bombs dropped by Kuhn exploded. The first hit the sea while the second smashed through the 

skylight casing of the Tewkesbury and came to rest within the engine room below. The fact that the 

tail fins were badly damaged provides a clue as to why the bomb did not explode.  

 All early Heinkel 111s did not have the traditional bomb bay in which bombs are stored 

horizontally. Structurally, low wing designs such as the Heinkel 111 cannot have a traditional bomb 

bay because of the presence of the wing spars which hold the wings onto the fuselage. Rather than 

electing to move the wings higher on the fuselage, a decision was made to mount the bombs in a 

vertical position. In this arrangement there were no bomb doors and the bombs fell through circular 

holes in the underside of the fuselage. The bombs were held nose-high, which meant that when they 

were released from the bomb racks in the fuselage they had to rotate 180 degrees before the nose 

faced downwards. If we watch period footage of bombs being dropped from Heinkel 111s, we see 

the bombs changing orientation and wobbling around before settling in a perfectly vertical 

downward motion. Not a perfect arrangement if releasing a bomb from 350 feet!  

 Heavy bombs could not be carried inside the fuselage of early models so the H-4 model was 

designed to carry two PVR 1006 bomb horizontal racks. These racks sat side by side externally on 

the fuselage and were each capable of carrying a 1,000 kg bomb. Internally the H-4 had one bomb 
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rack replaced with a fuel cell to increase range. The external bomb rack meant that bombs could not 

be released from inside so bombs could only be dropped internally or externally. With the H-5 

model, which included 1H+BK, some sources state that all bombs were carried externally, and that 

both the internal vertical bomb racks were replaced by a fuel tank which increased range up to 

1,212 miles.  

 The bomb dropped by Kuhn on the ship was probably a SC250 (250 kg) with a Type 38 

electric impact fuse designed for low level shipping strikes. Assuming the 250kg bombs carried by 

Kuhn were held horizontally in external hard points underneath the fuselage, then the reason for 

failure to detonate must simply be due to the low height or technical failure in the detonator.  

 

From Methil to Timbuktu – What happened to the unexploded bomb is an incredible story in itself 

and is related in abridged form here.  

 In the engine room, the rolling motion of the Tewkesbury was threatening to topple the bomb 

off the platform upon which it rested. When encountering a live bomb which is ready to topple 

over, normal procedure is to run away in a state of panic at Olympian speed. But Second Engineer 

Gerard Turner chose not to flee. Instead he moved towards the deadly device and began to grapple 

with it to prevent it toppling off the platform. Second Officer Bernard Peter de Neumann – another 

hero of the hour – offered Turner immediate assistance and helped to secure the bomb. It is at this 

point that the story becomes reminiscent of a tale from a 1960s Commando magazine. In Turner‟s 

opinion the best way of ensuring that the device remained stationary was to sit on the bomb. He was 

right, in a way, because when he sat there straddling the live 250 kg Luftwaffe bomb it did not 

move. But he could not sit there all day waiting for it to go off. So he took off his trouser belt (yes, 

really!) and used it to secure the bomb to a nearby stanchion. This worked rather well but now they 

really needed to get rid of the bomb. Turner and de Neumann continued their heroics by harnessing 

the heavy bomb in a rope sling. As the bomb was lifted thirty feet upwards, narrowly passing 

obstructions on either side, the ship continued to roll in the sea. If this was not bad enough, clicking 

noises were emanating from the live bomb. This must have been very distracting, even to real life 

heroes such as Turner and de Neumann. Once the bomb was brought up to the deck a second sling 

was made so that it could be jettisoned from the ship. Over an hour after the bomb had been 

released from the Heinkel, it was dropped over the side of the Tewkesbury. Shortly after being 

jettisoned the bomb exploded; this was a sure sign (not that one had been needed) that the bomb had 

been live throughout the episode.  

 Intense relief spread throughout the crew, who were most grateful for the valiant efforts of 

Turner and de Neumann. The Captain showed his appreciation by presenting both men with cans of 

beer. As the beers were downed the men had a nice little chat and realised that they were both due 

to get married (not to each other) upon their return. Sitting on a live bomb and tying it to a 

stanchion with your trouser belt was not an everyday occurrence, even in wartime, so it is no 

surprise to learn that Gerard Turner and Bernard Peter de Neumann were later awarded the George 

Medal and the Lloyd‟s War Medal for Bravery at Sea for their brave conduct. 

 Yet it was nearly two years until the story of Hatto Kuhn‟s unexploded bomb was fully 

complete. The Tewkesbury sailed on to Loch Ewe, where she was repaired and readied to sail in 

convoy towards Argentina. Several weeks later the Tewkesbury reached her destination, where coal 

was unloaded at Buenos Aires and beef unloaded at Rosário. However, in May 1941, during her 

return voyage from Argentina to Oban, the Tewkesbury was sunk by U 69 to the south of the Cape 

Verde Islands. The occupants of one lifeboat were rescued five and a half days later, while the other 

lifeboat drifted for twelve days before rescue. All forty-two sailors survived the sinking, including 

Gerard Turner and Bernard Peter de Neumann.  

 But the story does not end here for de Neumann. After being rescued by an American ship, he 

transferred to an armed merchant cruiser and then onto another ship, HMS Criton. The Criton, 

which had been captured from the Vichy French, was then sunk by gunfire by two French ships. As 

one of the executive officers, de Neumann was found guilty of piracy and imprisoned in Timbuktu. 
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At one point he escaped and managed to walk four hundred miles before being recaptured. 

Following his release in December 1942, Bernard Peter de Neumann (the „Man From Timbuktu‟) 

was repatriated back to Blighty, where in early 1943 he was awarded the George Medal by King 

George VI for his brave conduct off the coast of Aberdeen some two years earlier.  

 And so, finally, ends the tale of Hatto Kuhn‟s attack on the Tewkesbury. 

  

Colours and unit markings 

 

Colours - The standard Luftwaffe splinter camouflage 

pattern - RLM70 Grün (green) and RLM71 Grün 

(green) – would be applied on the uppersurfaces, with 

RLM65 Hellblau (light blue) on the undersides. On the 

fuselage would be the code 1H+BK, with B in red and 

the others in black. The propeller spinners would be 

red and there would be a black Balkenkreuz (German 

cross insignia) on the top of each wing. On the 

underside of the port wing there would be the large 

black codes 1 and H, separated by a large Balkenkreuz; 

a similar arrangement was on the underside of the 

starboard wing, with a Balkenkreuz in between the 

large black letters B and K. A black swastika outlined 

in white adorned the tail. The red insignia of KG26 

featured just behind the glazed nose.  

 

Unit codes – It may be useful to study the system by 

which the code 1H+BK was comprised. Hatto Kuhn‟s aircraft, Werke Nummer 3774 (WNr.3774), 

belonged to 2./I./KG26 (2 Staffel of I Gruppe within bomber wing KG26). These units were made 

up as follows - 

 

 WNr.3774 belonged to KG26, the 26
th

 Bomber Wing (Geschwader), made up of 100 to 160 

aircraft. 

 KG26 was divided up into 3 to 4 Gruppen (groups), each of which had 30 to 40 aircraft; 

WNr.3774 belonged to I Gruppe. 

 Each Gruppe consisted of 3 Staffeln (staffel = squadron; staffeln = squadrons) of 12-16 

aircraft each; WNr.3774 belonged to No. 2 Staffel. 

. 

 The fuselage codes 1H+BK are explained as follows – 

 

 The first two characters, 1H, denote the Geschwader (KG26). 

 The third character, B, denotes the individual aircraft in the staffel (squadron) and was 

coloured red.  

 The fourth character, K, denotes the Staffel and Gruppe to which the aircraft belonged; in 

this case it denotes Staffel 2 in Gruppe I. 

 

Operation Whitehills 

 

In the immediate aftermath of the Tewkesbury attack, Heinkel 1H+BK was raised from the bottom 

of the Moray Firth by a boom defence vessel so that British boffins could study the type of 

bombsite being utilised by the Luftwaffe at the time. After the bombsite was removed, the enemy 

machine was brought slightly inshore and unceremoniously dumped back into the Moray Firth.  

Above (29): Hatto Kuhn‟s Heinkel 111 H-

5 1H+BK, with straight edged splinter 

camouflage on the uppersurfaces and light 

blue on the undersurfaces. 

(Dougie Martindale) 
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Right (30): Here we see the very moment when Hatto Kuhn‟s Jumo 

engine – „smelling like a dead whale‟ - was raised from the water for 

the final time. It is hard to see any details because the engine is 

covered with a mass of sealife which had accumulated over the years. 

Much of this was washed off at a local garage later that afternoon.  

(George Pittendreigh / SWAIG) 

 As the years passed the bomber lay on the sea bed, out of sight and out of mind. However, 

this changed when the engine and propeller of one of the engines were becoming tangled in fishing 

nets. To remedy this problem the fishermen wanted the offending obstacle removed from the sea 

bed. The engine and propeller were duly lifted from the sea bed onto a fishing boat and then 

deposited in Whitehills Harbour. The question then arose as to what should be done with the objects 

once they were raised from the harbour at Whitehills. 

 One of the divers from the Aberdeen Sub Aqua Club, Alan McLeod, was involved in this 

process and contacted Malcolm Spaven and Keith Bryers of the Highland Aeronautical Society. 

Malcolm and Keith were good friends of SWAIG and provided Alan with John‟s telephone number 

in Bishopton. Alan then telephoned John to ask if SWAIG would become the custodian of a Junkers 

Jumo engine and propeller. John agreed to the unusual offer but there would be certain practicalities 

to overcome. For example, the engine would have to be raised by crane out of the harbour, 

transported over 200 miles to the Glasgow area and then housed within a suitable location.  

 In late August 1975 the scene was set for Operation Whitehills, a joint enterprise between 

SWAIG and the Aberdeen Sub Aqua Club. The goal of the enterprise was to raise the port engine 

and propeller from Whitehills harbour and convey them to Glasgow. It all began at 2030 on the 

evening of the Friday 23
rd

 August 1975, when Ronnie McKinnon, Peter Rowe, Sandra Rowe, Alex 

Brodie and Alastair Young departed from the Glasgow area using Ronnie‟s converted Land Rover, 

which was towing the flatbed transporter hired for the weekend enterprise. The group drove well 

into the night, with „Bunny Brodie‟ dodging rabbits in the road as they went, before stopping at 

0500 for a few hours kip. Only a few hours later they restarted the journey, before terminating the 

journey at Whitehills at 1130. The group arrived „just as John Martindale was taking off his motor 

cycle gear‟. John had taken a detour via RAF Lossiemouth and RAF Kinloss, where he had spotted 

Buccaneers, Jaguars, Shackletons and Nimrods. This meant he had to leave Bishopton at 0400 but 

the early rise was worth it to cop a Whirlwind and Shackleton at Lossie and two Nimrods at 

Kinloss.  

 Just after lunch Malcolm Spaven and Keith Bryers arrived from Inverness, as did the divers 

from the Aberdeen Sub Aqua Club. All that was required was the mobile crane, which was essential 

for lifting the 585 kg engine and propeller out of the harbour. Hired from a firm in Macduff, it 

arrived at the harbour just before 1430. All aspects of the operation were coming together nicely 

and were attracting the attentions of many locals from the village. It took only two attempts before 

the engine was lifted out of the harbour and deposited on the flatbed transporter.  

 Meanwhile, John made himself useful by interviewing sailors who had been aboard the vessel 

which had raised the Heinkel in 1941. It was at this time that the group learned that the authorities 

had done so in order to have a peek at the bombsight. Secondly, it was learned that locals had 

originally thought that the engine was from another twin-engine Luftwaffe type, a Junkers 88. John 

also learned that the captain of the vessel had kept a briefcase 

belonging to Kuhn‟s navigator which contained maps and log 

books. The word „had‟ was the operative word here because it 

would appear that the captain no longer had these valuable items 

in his possession. His wife had apparently not realised their 

historical value when she unceremoniously dumped them in the 

bin only a few years previously.  
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Right (31): Taken by George Pittendreigh, and 

signed by Hatto, this image shows the Jumo 

engine on board the transporter just after it had 

been removed from the harbour. Ronnie 

McKinnon (in the centre) and two of the divers 

responsible for the success of Operation 

Whitehills look on while Alex Brodie (in the 

white jumper) inspects an artefact. The raising of 

the engine must have formed entertainment for 

the group of local teenagers on the right.  

(George Pittendreigh) 

Above left (32): Here can be seen the Jumo 

engine on the transporter in a layby en route 

to Glasgow. The modifications to Ronnie‟s 

Land Rover included extending the chassis 

by two feet and the fitting of a cooker and 

toilet. The vehicle was capable of sleeping 

six, making it ideal for operations such as 

this one and the Loch Laidon enterprise. 

(John Martindale / SWAIG) 

 

Middle left (33): A view of the 1,340 hp 

Junkers Jumo 211 engine tied down to the 

transporter. The Jumo 211 was a very 

successful engine, with over 68,000 

examples being used in various Luftwaffe 

types such as Junkers 87s, Junkers 88s and 

Dornier 217s. 

(John Martindale / SWAIG) 

 

Below left (34): A view from the other side 

which affords a closer view of the Jumo 211 

engine. The model of Heinkel 111 which 

introduced the fully glazed nose (the 

He111-P) used Daimler-Benz DB601 

engines, which were also used in 

Messerschmitt Bf109s and Bf110s. Due to 

uncertainty about the supply of these 

Daimler-Benz engines, it was decided to 

switch to the Junkers Jumo 211 engine on 

Heinkel 111s. When fitted with the Jumo 

211 the aircraft became the He111-H, the 

definitive variant which was used widely 

throughout World War II.  

(John Martindale / SWAIG) 
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 Once the engine and propeller were firmly secured to the transporter, it was towed behind 

Ronnie‟s trusty Land Rover on its way towards Glasgow. Driving south at that point was 

completely out of the question given that the group had driven through most of the night. They 

camped at Ellon, a town to the north of Aberdeen, using the Land Rover which had been outfitted to 

act as a mobile caravan. The group continued the next day, travelling on a long, slow passage which 

finally ended at a farm building near Milngavie in Glasgow.  

 Although the bulk of the sealife had been washed off at a garage in Whitehills, thirty four 

years of immersion in water could not be removed overnight. During the following weekends the 

engine was cleaned up and thoroughly inspected. A bullet hole was found in the dynamo, which 

suggests that this was the engine from the port wing of the bomber. The engine was then moved to 

Strathallan on loan, where it awaited the arrival of a very special visitor. 

 

Hatto Kuhn’s return to Scotland 

 

Now that we know about Operation Whitehills, we can rewind back to 1941 to find out what 

happened to Oberleutnant Hatto Kuhn. In military culture there was, and is, a divide between 

officers and enlisted personnel. As an officer, Hatto could be expected to be treated differently from 

the other three men enlisted men. Following the capture of his crew on the beach at Whitehills, 

Hatto was separated from his other three crewmen and interrogated separately. Hatto was moved to 

an unnamed town and then on to Aberdeen before being transferred to London for interrogation.  

 During the war a number of German prisoners of war were transferred to Canada, where it 

was thought that the expansive Atlantic Ocean would deter adventurous would be escapees. After 

two years of captivity in Wales, Hatto was shipped out to a prisoner of war camp in Canada. The 

German POWs sailed in a ship within a convoy which had to take its chances with the marauding 

U-boats. Hatto arrived safely in Canada, where he spent over three years as a prisoner of war so 

very far from home. It took some time before the release of German POWs from captivity was 

processed. Indeed it was not until November 1946, some eighteen months after VE Day, before 

Hatto was repatriated.  

 Conditions in West Germany were most difficult in the immediate post war period and this 

prevented Hatto from fulfilling his academic ambitions as an economics student. Instead he moved 

to Santiago de Cali in Columbia in 1947, where he represented textile companies belonging to the 

German group Hoechst AG. Following the establishment of the Bundeswehr (the post war West 

German Armed Forces) in 1955, Hatto returned to military service in 1956 as a Luftwaffe staff 

officer. The NATO air forces had to maintain constant vigilance in this period, particularly in West 

Germany, where the threat of the Cold War turning hot was ever present. Hatto served as a staff 

officer in Paris and Belgium, rising to the rank of Oberstleutnant (Lieutenant Colonel) before 

retirement from the West German air force in 1972. Following his retirement at the age of 56, Hatto 

dedicated his time to continuing the literary legacy of his famous uncle, Franz Kuhn (1884-1961), 

who was well known in German literature circles for translating Chinese novels into German.  

 In the mid-1970s Hatto now had the time to look back not only into his own family history 

but also his own personal history. He contacted the three crewmen - Großhardt, Hänel and Mänling 

- who had been on board his Heinkel when it was shot down and also contacted a Welsh policeman 

who had been involved in his two year captivity period in Wales. Then came „the most amazing 

coincidence‟ that allowed Hatto to learn about Operation Whitehills. According to the article 

Tracking Down Air Relics Is Their Hobby, printed in the Evening Times on the 10
th

 November 

1977, „John Martindale, a 35-year old banker wrote about it [the recovery of the engine and 

propeller] in an aircraft enthusiasts‟ magazine, which was seen by a Welshman who had been in 

communication with an ex-Luftwaffe pilot in Cologne. He [the Welshman] recognised the crash site 

as being where the German, Hatto Kuhn, had been shot down in 1941 while attacking a convoy. He 

wrote to Kuhn and the engine was identified as being from his bomber.‟ 
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On the doorstep 

 

Every bloke has a passion, something that can be pursued when the drudgery of the working week 

is over. Some are unfortunate enough to watch St Mirren getting beaten every week. Other men 

engage in social activities, where several pints of lager in the local pub intensify their chronic 

inability to hit the dartboard or answer pub quiz questions. Other more enlightened gentlemen have 

cultural or artistic passions. Some are less embodied with the human spirit, finding the magnetic 

attraction to the settee in front of Family Fortunes 

too strong to resist.  

 My father had a range of interests which 

included plane spotting, riding motorbikes and 

finding wrecks on the hills. A dutiful wife should 

be prepared to tolerate their husband‟s passions (up 

to a point) and these activities did seem to be rather 

harmless to my mother. Researching and findings 

the wrecks was something to be supported, 

particularly when she could make friends with 

other wives in the group. However, it gets to be a 

little bit much when the pilot of one of the crashed 

aircraft appears at your door.  

 It was a midweek day. Her two year old 

infant son (yours truly) was busy running around 

the room with a metal Learjet model in his hand, as 

every young lad should. After the ding-dong of the 

door bell sounded, she opened the front door to 

find two complete strangers. Double glazing 

salesmen they were not.  

 „Good morning, madam. I am Colonel Hatto 

Kuhn of ze Luftwaffe. Is Herr Martindale at home 

please?‟ 

 As this was the first time that a former 

Heinkel 111 pilot had knocked on her door, 

Eleanor was uncertain what the protocol was in 

such circumstances.  

  „Oh, eh, well…John‟s at work at the 

moment.‟ 

 Around this time the little cogs and motors in 

my mother‟s brain were working in overdrive. This 

man and his younger gentlemen companion must 

be related to the engine that the SWAIG boys 

recovered. At some point the penny dropped, as 

they say, my mother realising that this was the pilot of the German bomber. 

Of course what she should have done was interview the man on the spot, but 

she rather let the Martindale family name down by failing to question him 

about every aspect of his aeronautical experiences. To be realistic, I suppose 

that social convention did restrict housewives from inviting strange men into 

their home, especially when their husband was gainfully employed elsewhere. 

Instead she quite sensibly suggested a time later in the day when the two men 

could return to see Herr Martindale.  

 The two men – Hatto Kuhn and his son - did return, by which time 

several members of SWAIG were present in the living room of our house. 

Above (35): Having literally just arrived home 

after work, John sits forward on the sofa next to 

Sandra Rowe. Sitting next to Sandra is Hatto 

Kuhn, who has been presented with a Jumo 

valve recovered in Operation Whitehills. 

Nearest the camera is Hatto‟s son, who 

accompanied his father on his 1977 trip to the 

UK.  

(George Pittendreigh) 

 

Below (36): Several of the valves from the 

recovered Jumo 211 were brought to exhibition 

standard by being shot-blasted by Rolls Royce 

at their factory in Hillington. This example is 

presented on a base made by my grandfather 

Jack Martindale. In the early war years Jack 

witnessed a Heinkel 111 bomb the very same 

Hillington factory during a daring daylight low 

level strike. It is presumed (hoped) that Hatto 

was not the pilot on that raid.  

(Dougie Martindale) 
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Quite obviously phone calls had been made throughout the day, with members hurriedly rushing to 

John‟s house after their working day had ended. When John returned from work his infant son had 

already been put to bed. Presumably a little boy running around the house with a model in his hand 

distracted a former German bomber pilot from recalling how he bombed a British convoy and 

ditched his plane in the sea off the Scottish coast.   

 What my mother made of events is not recorded. However I think that I make reasonable 

guess. This German chap was awfully nice but it was hard to overlook the fact that this very same 

affable gentlemen sitting on her sofa had been a Luftwaffe bomber pilot. She was not interested in 

the finer points of aeronautical warfare but she did know that the Luftwaffe were the fellows who 

dropped bombs on British cities, indeed on her home town of Renfrew. That sort of thing is difficult 

to ignore. But thankfully Herr Kuhn was not verboten from the sofa and was free to relate the 

events of March 1941. Under the circumstances it was rather hard not to discuss the war so the 

evening did not proceed in a Fawlty Towers style „don‟t mention the war‟ sketch.  

 Wrecking had a certain abstract quality; there is, almost universally, a separation in time and 

distance between the researchers and the aircrew involved in crashes. There was never a thought 

given to the prospect of actually meeting one of the crewmen from the war. But the reality of 

wartime events was being brought directly in front of them. For here, sitting on the sofa, with a 

Jumo valve in hand, was the wartime pilot recounting his experiences of ditching, capture and 

subsequent imprisonment. Herr Kuhn 

Junior was quiet, perhaps not quite knowing 

what to make of events. But Kuhn senior 

was extremely personable, a genuinely 

likable fellow who was capable of relating 

events with such clarity. Exuding 

personality and charm, he left the audience 

spellbound by during his recounting of 

events. He may have been the enemy in 

1941 but in 1977 he was a freund.   

 

Later years 

 

Hatto returned to Germany, where he continued his tireless efforts in furthering his uncle‟s literary 

legacy. He was able to build up an archive and managed to secure publication of more of his uncle‟s 

works in German journals and the like. Three years later, in 1980, along with co-author Martin 

Grimm, Hatto was able to complete a biography of his uncle under the title Dr. Franz Kuhn (1884-

1961) Lebensbeschreibung und Bibliographie seiner Werke. Hatto‟s work as a bibliographer was 

not unusual given his family background; one relative was Ernst Kuhn, an academic bibliographer 

who was Professor of Aryan philology at the University of Munich from 1877 to 1919. Ernst was 

Above right (37): After his stop in Bishopton, Renfrewshire, 

Hatto Kuhn travelled with his son up to Perthshire, where he was 

welcomed by Sir William Roberts at Strathallan. In this press 

photo the 62 year old is posing in a non-Luftwaffe issue shirt 

with Sir William in front of the engine and propeller blade.  

 

Right (38): Signed by Herr Kuhn, this photo shows the engine 

and propeller on top of a stand at Strathallan. Having visited this 

exhibit, Hatto continued up to Banff, where he tried to contact 

his captors from 1941. He went on to visit the ditching site on the 

12
th

 August 1977. 

(George Pittendreigh) 

 

http://www.zvab.com/servlet/BookDetailsPL?bi=17007942538&searchurl=hl=on&tn=dr%20%20franz%20kuhn&an=hatto%20kuhn
http://www.zvab.com/servlet/BookDetailsPL?bi=17007942538&searchurl=hl=on&tn=dr%20%20franz%20kuhn&an=hatto%20kuhn
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Left (39): A letter from Cologne 

dated 15
th

 October 1977, two months 

after Hatto‟s visit to Scotland.    

known to be „an active and energetic organizer and bibliographer‟, a description which could so 

easily apply to Hatto. In the mid-1980s there came one of the highpoints of Hatto‟s life, when he 

travelled to China following an invitation by the Chinese Writers Association. There were other 

highlights, such as the exhibitions at libraries in Berlin, Hamburg and Munich, all of which would 

not have been possible without Hatto‟s continued dedication. 

 And yet, regrettably, there was to be a tragic conclusion to his life. On the 29
th

 November 

1988, at the age of 72, Hatto Kuhn was killed in a car accident near Siegen. In an obituary by 

Hartmut Walravens, Hatto was said to an open and direct man, who was sociable and hospitable. He 

had been an energetic man, having been involved in many outdoor activities such as running, 

skiing, mountaineering and swimming. Indeed he had been a German Pentathlon Champion in his 

youth. 

 

Part 2? 

 

To end on a more positive note, it should be recalled that Hatto Kuhn‟s Heinkel was reportedly 

deposited back in the Moray Firth after the bombsight had been inspected. Although there is no 

definitive proof that the entire bomber was dropped back into the sea, if that is what happened then 

the airframe and starboard engine of 1H+BK must, at this very moment, be sitting only a mile or so 

away from Whitehills harbour. A number of Luftwaffe aircraft have been raised out of the water in 

various locations in the world in recent years, including a Heinkel 115 from a Norwegian Fjord in 

2012 and a Dornier 17 from the English Channel in 2013.  

 Would anybody like to mount Operation Whitehills Part 2? 
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Above (40): A 

PRO brochure from 

1972. 

Part VI – The Investigation Process 
 

How was it done? 

 

uite obviously wreck investigators did not simply wander around the 

highlands of Scotland on the off chance that a plane wreck might 

magically appear before them. There had to be some form of information, 

some tip off or lead which could be followed up. It may be considered that 

there were three main phases of investigation, as covered below. Following 

this discussion, the Loch Doon Hurricane will be used as a case study to 

illustrate the post-hillwalk investigation in more detail. 

 

 Phase 1: Pre-hillwalk 

 Visiting archives 

 Liaising with groups and individuals to find a tip off 

 Boots on the ground – asking farmers and foresters 

 

 Phase 2: Hillwalk 

 Finding wreck 

 Inspection of wreck 

 Recording of information and photography 

 

 Phase 3: Post-hillwalk 

 Using reference material to establish identification of aircraft 

 Trying to establish how and why the aircraft crashed 

 

Phase 1: Pre-hillwalk 

 

Archives – One of the key resources to any researcher are primary references held within archives. 

In the early 1970s the official archive for UK government records was the Public Record Office 

(PRO) at Kew. Located in Richmond in Greater London, this was subsequently merged with other 

bodies and is currently known as The National Archives. At present a researcher can gain records 

without visiting the premises at Kew. Having recently used this service to request Admiralty 

convoy reports, I can say that the current cost of a page check is £8.24. For this price an on-site 

researcher will check the number of pages that are required and quote you for either a printed copy 

or a copy sent in digital format.  

 Back in the 1970s this very helpful service was not available and everyone had to do it the 

hard way. Quite obviously there was a geographical obstacle which prevented residents living in the 

west of Scotland from an easy weekend visit to the Kew archives. In the autumn of 1972 the answer 

presented itself when John was sent on a Computer Systems & Programming course in Kenilworth 

in Warwickshire. Midweek was spent working (and playing guitar in the Kenilworth Hotel) but 

weekends were free. As the course lasted for several months there was an opportunity to go 

sightseeing at the weekends. London does have a limited number of cultural highlights, namely the 

RAF Museum at Hendon, the Imperial War Museum at Lambeth and HMS Belfast on the River 

Thames. Big Ben and the Houses of Parliament are also both worth visiting, I suppose, but once 

you have seen one Big Ben you have seen them all. Those are the only places of interest in London, 

except from the records office nearby at Kew. Even though Kenilworth is some 100 miles from the 

UK capital, John did not pass up the opportunity for repeated visits to Kew.  

 John‟s Computer Systems & Programming notebook is still extant, but the reason that it has 

survived is not for the handwritten notes on programming. Rather it is the latter half of the 

notebook, which contains page after page of details of plane crashes in the west of Scotland. 

Q 
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Right (41): One of five pages which 

list 113 Whitleys that have crashed in 

Scotland. The format includes serial, 

unit, date of crash and crash details. 

If known, the grid reference of the 

crash site appears in red text. In total 

the folder lists 1,369 Scottish 

crashes, with an additional 142 

possibilities within in another book.  

Examples include „2.1.1945 B25 missing Rey to Pik‟, which must relate to the loss of a B-25 

Mitchell en route from Reykjavik in Iceland to Prestwick. Along with other reference material such 

as Air Britain registers, these notes were written into more legible records in the form of a 

handwritten folder which lists numerous crashes in Scotland. The folder is divided into each aircraft 

type, with over 100 aircraft types listed. Some of the 1,369 entries are of very rare types, for 

example six Saro Lerwick flying boats and five Handley Page Harrows. Other types have multiple 

entries, demonstrating either the type‟s purpose as a trainer or their extensive use from Scottish 

airfields. These include 126 Miles Master trainers, 113 Whitleys, 68 Ansons, 69 Beaufighters and 

64 Oxfords. Another page lists some of the Luftwaffe aircraft which failed to return to their bases 

after operations in Scotland.  

 Dividing the information into aircraft type made for a quick and easy reference source. In 

addition there were chronological lists for several airfields; these included dates when squadrons 

moved in or out, and entries for aircraft departing and arriving at the base. For example, the first of 

the 100 entries for Abbotsinch (now Glasgow Airport) is „1.7.36 Station HQ formed‟. The same 

chronological list was completed for Prestwick, Ayr, Turnberry and the Flying Boat Maintenance 

Base at Greenock. Many of the planes which have crashed in the west of Scotland were based at 

these sites or at least flew from these airfields. This airfield information was useful for reference 

purposes as it allowed John to be able to determine the squadrons and aircraft types which were 

present at every period.  

Liaising with other groups / 

individuals - Another significant 

source of „gen‟ (information) derived 

from a network of informants and 

like-minded dafties around the UK. 

Two of the contacts who exchanged 

information with SWAIG were 

Malcolm Spaven and Keith Byers, 

who formed the Highland 

Aeronautical Society. Malcolm 

became a defence consultant 

specialising in aircraft noise around 

airfields while Keith continues to be 

interested in aviation matters, having 

written the article Scotland‟s Wartime 

Airfields: Conflict and Legacy for the 

Scottish Geographical Journal in 

2005. 

 Information was also exchanged with David J. Smith of the Warplane Wreck Investigation 

Group, a Merseyside based group which is presently part of the British Aviation Archaeological 

Council. In a letter dated the 19
th

 September 1975, Dave wrote „Thanks for your letter, newssheet 
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and photos. I‟ll use one of the photos plus a further write-up on SWAIG / APSS as soon as I can on 

“Wreckery”.‟ Then it was straight on to the „new gen‟, with details about several crashes in south-

west Scotland concluding the letter. During this period Dave was trawling through various archives, 

including the Public Record Office at Kew, and was communicating with various individuals and 

groups throughout the UK. This information formed the basis of his book High Ground Wrecks 

(known as HGW), which was the original comprehensive guide on the subject and the only guide in 

print to help wreck investigators in the mid-1970s. In another letter, this one dated 21
st
 July 1977, 

Dave wrote „Thanks for your letter, gen and kind comments about HGW‟. Without much preamble 

he then wrote „on to the gen!‟ and provided information on several crash sites, including 

confirmation of the date when the Heinkel 111 crashed on Cairnsmore of Fleet. Dave went on to 

achieved high status in the UK wreck investigation scene by following up HGW with High Ground 

Wrecks: 2 A Survey of Historical Aircraft Remains on the Hills of the British Isles in 1980 and High 

Ground Wrecks: Survey of Aircraft Crash Remains on the Hills and Mountains of the U.K. and 

Ireland in 1989. 

 Today this networking communication would be done using anti-social networking 

abominations such as Farcebook and the lazy researcher‟s best friend, Mr Google. Back in the good 

old days before mobile phones, texting and email completely ruined society and peoples‟ ability to 

write legible messages in anything longer than a paragraph, communicate was done properly. It may 

be difficult for teenagers to believe but shopping was exclusively done in person rather than the 

online deliveries which have made laziness an artform. One archaic communication system at that 

time was called a „letter‟; in this antiquated method a pen or pencil was used to „write‟ information 

upon a piece of thin material made from pulped wood. The good thing about a letter was that it was 

not consigned to 140 characters and a person who wrote „thks‟ or „lol‟ was assumed to have an 

abnormally low IQ. 

 I may have digressed a little. My point is that in the pre-internet age it took more effort to get 

any information. Archives had to be visited in person, farmers had to be talked to and people had to 

be written to via letter. And, most importantly, the information about the wrecks was, for the most 

part, still unknown. The result of this process of investigation and exploration was an activity that 

was much more rewarding than a simple online search.  

 

Boots on the ground – Once there was „gen‟, either from the network of informants or from archival 

sources, it was time for boots on the ground. John and whoever was accompanying him that day 

would knock on the door of farmsteads near to the crash site to ask farmers or foresters for any 

information pertaining to aircraft wrecks. These farmers and shepherds, some of whom were 

present in the same farms and forests during the war, tended to be helpful if approached in the 

correct way. In several cases they were able to provide important details, either regarding the 

location of the wreck or specific details such as the recovery by the authorities.   

 

Phase 2: Hillwalk 

 

Once „gen‟ had been sourced it would be time to get the walking boots on. In a variety of garments 

and often in poor weather, many a weekend would include a trudge over boggy moorland, rocky 

landscapes or inaccessible remote land. The hunt was on! 

 In some cases there would be no grid reference and only a vague idea of where the wreck lay.  

With such scant information it would sometimes take time, effort, patience and a return visit. In 

rarer cases a systematic search, with searchers walking in lines, would be used. In the case of the 

Blaeloch Hill Firefly, John was conducting the search alone so carried out a square search using 

compass bearings. 

 Then at last some debris would be found. Often the lighter parts of wreckage lay several 

hundred yards from the main impact site, having been scattered by the wind or moved by visitors. 

Even when the main impact site was found it was prudent to search a good distance all around to 
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find all the wreckage which remained above the surface. In some cases wreckage lay below the 

surface, particularly engines which had dug deep into the earth when the aircraft slammed into the 

hillside. Sometimes it would be necessary to move earth to get at the wreckage but care was taken 

to replace everything as it was prior to examination.  

 In some instances it was possible to identify the type of aircraft due to the shape and structure 

of the wreckage. Usually the visitors would know what type it was supposed to be so this would 

often be more of a confirmation process. Members had specific knowledge, for example Ronnie 

knew well the difference between a Merlin, Griffon, Cheetah or Hercules engine. The undercarriage 

legs, which were more robust and heavier than the thin aluminium structures in the fuselage and 

wing, often remained and were useful identification features. As we shall see, John had a very 

useful trick of identifying the type by looking at the undercarriage.  

 One of the main purposes of the exercise was to find confirmatory evidence of the identity of 

the aircraft. The best way to confirm the identity was to find the manufacturer‟s construction 

number plate. For my father, the construction plate was gold dust as it constituted definitive, 

irrevocable proof of identity. In the 1970s the paint, though weathered, would often still remain on 

the aluminium surface, as would serials or squadron codes. One way to confirm identity, other than 

construction plate, was if a full military serial number or civilian registration were still present on 

the wreck. Quite often this was present but in other cases there would be only a partial serial 

number available. The camouflage pattern and paint colours were also very useful, specifically in 

determining time period, while the squadron code could help with unit identity. All these particulars 

- colours, markings, serials and wreckage details - would be recorded and photographed so that 

further study could be completed off site. 

 

Phase 3: Post-hillwalk 

 

Sometimes the aircraft type and identity were identified on site but in other cases the identity of the 

aircraft remained unknown. In such circumstances there would be an attempt to use the existing 

evidence to establish as many details as possible. When the photographs were developed the shape 

of the artefacts would be compared with period photos of various aircraft, of silhouettes in plane 

spotter magazines (such as The Aeroplane Spotter) and with exploded diagrams showing the 

internal structures and components. This might confirm guesses made on site or rule out previously 

held suppositions.  

 The colours and markings on the wreck provided vital clues as to the identity of the aircraft. 

The following shows how each element could be useful for this purpose.  

  

Military serial / civilian registration – The internet is useful in regard to finding details of aircraft 

serials and registrations. Prior to the internet age, enthusiasts and plane spotters had to collect books 

which included production lists, or at least belong to a club which stored such publications. The 

difficulty was, and is, that a vast number of aircraft have been built over the years and so the 

production lists are numerous and spread out over many publications. John had collected many such 

publications for plane spotting and wreck investigation purposes. The main books he used for wreck 

investigation were the Air-Britain volumes which each listed a certain sequence of British military 

serial numbers. Instantly recognisable due to the dark blue band at the top and bottom of the cover, 

examples include the serial range DA100-DZ999, EA100-EZ999, R1000-R9999 etc.. Included in 

each record for an aircraft are important details such as squadron and fate. The latter tends to 

include the struck off charge (SOC) date or the date of a crash. However, the most crucial detail 

given in the record is the location of the crash, which was a sure sign that the correct serial had been 

identified. 

 There were also a number of very helpful Air-Britain guides to individual aircraft, which 

included full production lists for that type. An example is the book The Anson File, which now 

resides in my own library and has been very useful for researching this booklet. Other books which 
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John referred to on a regular basis were the Complete British Civil Aircraft Register and British 

Military Aircraft Serials 1912-1969 by Bruce Robertson. 

 

Paint colours – As any self-respecting modeller knows, the RAF used different shades of grey such 

as Dark Slate Grey, Ocean Grey, Medium Sea Grey and Extra Dark Sea Grey. The shade of grey 

matters for wreck identification purposes because the application of paint colours changed over 

time and can thus be used to pin down an aircraft to a particular period. For example, a Hurricane in 

1940 would have Dark Green / Dark Earth / Sky while the same aircraft from 1941 onwards would 

have the Dark Green / Ocean Grey / Medium Sea Grey scheme. The two main sources John referred 

to were the definitive guides to the subject at the time: Aircraft Camouflage And Markings 1907-

1954 and Aircraft Markings Of The World 1912-1967 by Bruce Robertson. Both of these seminal 

works have been invaluable in researching the colours information presented herein.  

 

Roundels – Similarly, the type of roundel (e.g. Type A, A.1, A.2, etc.) and the type of fin flash 

changed over time and could be used to pin down the wreck to a particular time period.  

 

Squadron codes – Another helpful aspect of the markings was the squadron codes. Operational 

wartime RAF aircraft tended to have a two letter code denoting the squadron; if this was identified 

on the wreck then the squadron within which the plane was operating could be identified. On the 

other side of the RAF roundel would be a single letter denoting the particular aircraft within the 

squadron. In production lists, the individual code assigned to that aircraft is sometimes provided, 

thus helping to identify a particular aircraft in the squadron. However, care would have to be taken 

as once an aircraft was lost or withdrawn, a replacement machine would be assigned with this same 

individual code. The result of this is that several aircraft would have been painted with the code ZS-

B, though none at the same time.   

 

Home base – Once the date of the crash and the squadron to which the aircraft belonged were 

known, it would usually be possible to determine the squadron‟s home base at the time. In most 

cases the crashed aircraft would have been flying to or from this home base. 

 

Newspaper reports – Once the date and location of the crash was known, more details could be 

ascertained by looking for local newspaper reports on the days following the crash. Such records are 

available on microfiche at the Mitchell Library. For security reasons, fewer details were given in 

wartime newspaper reports but peacetime newspaper reports can be particularly helpful in charting 

the rescue attempts and the cases in which survivors have been able to walk to safety.  

 

Crash report – The main resource which should be referred to if more details of a hillwreck are 

desired is the accident report or accident card. In the UK, all civilian and military crashes are 

presently investigated by the Air Accidents Investigation Branch (AAIB), which was formed in 

1915 as the Accidents Investigation Branch (AIB).  

 Civilian crash reports can be requested through the AAIB government website. Current 

reports into civil accidents can be extremely comprehensive and present a wealth of technical detail. 

Crashes from the 1940s and 1950s are not as exhaustive and tend to be a few pages long.  Details of 

RAF accidents from the wartime period take the form of an accident card rather than a multi-page 

report; these cards record only the basic details on the crash and can be sourced through the RAF 

Museum or the Fleet Air Arm Museum. 
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Case Study: Loch Doon Hurricane (B) 

 

Details 

Type: Hawker Hurricane Mk.IV 

Serial: LD564 

Unit: 439 Squadron (RCAF) 

Flight: From Ayr to Woodvale 

Location of crash: On west slope of Bow 

Hill, near Loch Doon 

Date of crash: 18/03/44 

John dates of visit: 28/09/75, 1980s 

 

Introduction – In this section we will look 

at the Loch Doon Hurricane as it gives a 

prime example of post-hillwalk 

investigation. The wreck can be found on 

the western slope of Bow Hill, which lies 

to the southern end of Loch Doon within 

Galloway Forestry Park in south-western 

Scotland. 

 

Pre-hillwalk – In SWAIG Newsletter 3 from October 1975, there appears a wreck report written by 

John on finding the Loch Doon Hurricane. According to the report, John and Bill Stevenson talked 

with a man from the south end of Loch Doon who told them that an aircraft had crashed in this 

region before the area had been forested. In addition, he also talked with David Wilson of Ayr, who 

told them that he had found the wreck of a Hurricane in this region.  

 

Hillwalk – John then surveyed the area along with Ronnie McKinnon and Angus Bain, with the trio 

soon finding the remains in a fire gap within the forest. As per normal procedure, the wreck was 

thoroughly examined and photographed, with details such as paint colour and serial markings being 

recorded. It was noted that the engine was a Rolls Royce Merlin, the type fitted to all Hurricanes. 

The wreckage was then „carefully replaced‟ back into the hole.  

 

Post-hillwalk – All that was known at this point was that the wreck was a Hurricane. At home the 

post-hillwalk detective work could begin. The first clue was in regard to paint colours. On site it 

had been noted that the camouflage on the uppersurfaces was Dark Green and Ocean Grey, and that 

there was a lighter grey underneath. It was also recorded that the wreck had Type B roundels on top 

of the wing and Type C roundels underneath. The Mark I Hurricane models used in the Battle of 

Britain period were painted in Dark Green / Dark Earth camouflage, with Sky undersurfaces. This 

reflected the fact that in 1940 Fighter Command was operating mainly over the south of England in 

the defensive role. However, in 1941 Spitfires and Hurricanes tended to operate over northern 

France in a more offensive role so a new camouflage scheme was trialed in the early months of this 

year. This was adopted on the 21
st
 August 1941, when it was decreed that all British fighter aircraft 

operating in Europe were to be painted Dark Green / Ocean Grey, with Medium Sea Grey 

underneath. As this is the scheme noted upon the Hurricane found by John, Ronnie and Angus, the 

date of the accident would have to be subsequent to the 21
st
 August 1941.  

 A vital clue was found on an engine panel, with the stenciled marking of „620‟ being crossed 

out in favour of the pencil marking „564‟. British military aircraft in the early war period were 

assigned serials with one letter followed by four numbers e.g. R1234. When all these serials had 

been used, a system of two letters followed by three numbers was introduced (e.g. AB123). The 564 

marking was a clue that the aircraft in question belonged to the latter serial group but what was the 

Above (42): Hurricane LF738 at the Boscombe Down 

Aviation Museum in 2010. Due to its beauty and graceful 

curves the Spitfire holds a place in the nation‟s hearts and, 

to a certain extent, overshadows the Hurricane. But the 

Hurricane was a more stable gun platform, required fewer 

hours to construct and it was easier to fix battle damage. 

With a production run of over 14,500, the Hurricane is 

still loved and respected for its important contribution in 

the Battle of Britain and other theatres of war.  

(John Martindale) 
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two letter prefix? The process of identification was mainly a process of exclusion, whereby many 

serial batches could be eliminated until only one remained. There were many combinations from 

AA onwards but only certain serial batches included Hurricanes. Therefore, the first task was to go 

through various serial lists to find batches of Hurricane Mk.IIs and Mk.IVs (the Hurricane Mk.Is 

already being excluded due to the camouflage colours issue mentioned above) which included the 

number 564. This narrowed down the possibilities considerably, with AB, HW, KX, KZ, LB, LD 

and LF being identified as possibilities at this stage. Of these seven aircraft (AB564, HW564 etc.) 

several could be excluded due to geographical factors because the real victim would, under normal 

circumstances, be part of a squadron operating in this general vicinity. As previously mentioned, the 

camouflage colours pointed to a period from August 1941 onwards so the squadron in question had 

to have been operating in this region from that period onwards. Initially it was thought that the 

aircraft was LF564, a Hurricane of either 514 Squadron or 516 Squadron which was based at 

Dundonald in the winter of 1943 / 1944. Later there was a reassessment which established that the 

aircraft was LD564, a Canadian Hurricane from 439 Squadron.  

  

Crash details – In recent times, details of the crash have become available. At the time of the crash 

on the 18
th

 March 1944, 439 Squadron (RCAF) was a fighter bomber outfit with a mix of 

Hurricanes and Hawker Typhoons which had been based at Ayr since January 1944. Along with the 

Typhoon equipped 440 Squadron (RCAF), also based at Ayr, the Canadian squadron carried out 

operational fighter bomber training in the build up to D-Day. According to the Peak District Air 

Accident Research website, on the day of the crash both 439 Squadron (RCAF) and 440 Squadron 

(RCAF) were transferring to RAF Hurn in Dorset via a refuelling stop at RAF Woodvale in 

Merseyside. Seven Typhoons set off in mid-morning, followed shortly by eleven Hurricanes. 

However, Flying Officer Roswell MacTavish, a Canadian pilot from Vancouver, was last seen 

when he dived LD564 into clouds at a height of 3,300 feet. Very soon afterward MacTavish was 

killed when his Hurricane impacted near Loch Doon.  

 As will be covered later, a Typhoon from 440 Squadron (JR439) was making the same transit 

at the very same time. This aircraft also crashed in similar circumstances in southern Scotland, with 

the loss of its Canadian pilot only minutes after MacTavish.  

 

JM wreck diary  

 

'Engine is some yards east of the wreckage which is buried in a shallow hole. On a small crest on 

the main fire gap running NE-SW. Engine badly impacted on lower front edge. In the hole is a 

considerable amount of wreckage. Obvious were wing spars, 1 u/c leg oleo, wing tip, armour 

plating, under wing radiator, rev counter shell, oxygen bottle. 

 

„Colours were green / grey top, light grey under. B roundels top of wing, C underneath. Yellow 

stripe along leading edge of wing. 

 

„Panel contained white stencil “620” crossed out in pencil with “564” written below (twice). 

Another part had “64” in pencil. 

 

„LD564 of 439 SQN crashed near Loch Doon 18/3/44.‟ 

 

Colours – LD564 would have had the following colours and markings at the time of her loss – 

 

 Upper surface camouflage colours - Ocean Grey / Dark Green 

 Underside colour - Medium Sea Grey  

 Stripes - Black and white D-Day recognition stripes on wing and fuselage 

 Stripe - Yellow stripe along front of wing, tapering from 6.5” to 2.5” 
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 Squadron codes on fuselage – Sky, 24” high, 5V-(?) 

 Fuselage roundel – Type C.1, ratio 3:4:8:9, 36” diameter 

 Overwing roundel - Type B, ratio 2:5. 45” diameter 

 Underwing roundel – Type C, ratio 3:4:8, 32” diameter 

 Fin flash on tail - 24” by 24”; 11” red: 2” white: 11” blue 

 

Mk.II or Mk.IV? – In the SWAIG newsletter, with the exact identity being unknown, John referred 

to the aircraft as a Mk.II. Several production lists also list LD564 and the others in this serial range 

as being Mk.IIs. However, other sources state that this aircraft was a Mk.IV so which is correct? 

The answer may lie in the fact that the Mk.IIE was renamed as the Mk.IV. Thus LD564 could 

originally have been designated as a Mk.II but then became a Mk.IV.  

 

Conclusions – This story is typical of many of the wrecks that were found. Talking to farmers or 

foresters would yield a tip off, as could other leads from fellow enthusiasts and other contacts. In 

this particular case it was the combination of both which led to firm information which could be 

investigated. Then, when the wreck was examined, details of serial, camouflage colour, and roundel 

type led to a process of exclusion whereby the identity was established. Once the identity was 

established, other details such as squadron number, pilot identity and date of crash followed. 

 

 

 

 

 

 

 

 

 

  

Right (43): My brother Ronnie (left) and I posing on the Merlin 

engine of LD564 in the forest break. Check out my bunnet. 

(John Martindale) 
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Part VII – Clyde Muirshiel Regional Park Wrecks 
 
Pattern repeated 

 

ver the years approximately 25 military and civil aircraft have crashed within or near to the 

Clyde Muirshiel Regional Park. Some of the military aircraft which have fallen foul of the hills 

were training aircraft operating from Abbotsinch (the former RAF and Royal Navy airfield which is 

now home to Glasgow Airport) or from Prestwick. Of the civil aircraft which have crashed in the 

area, a number were trying to land at the old Renfrew airport.  

 The causes behind many of these crashes often have similar features. Rather than being due to 

one singular mistake, quite often the accidents occurred due to a culmination of several factors or 

errors, with poor weather conditions and navigational mistakes usually featuring in the crashes. We 

should also remember that the navigational equipment on board was more basic than modern 

systems, as were the aircraft. There are also geographical factors to consider as the 108 square miles 

of Muirshiel feature peaks which rise up to 1,713 feet. Given the relative proximity of these hills to 

the old Renfrew and Abbotsinch airfields, it is not surprising that a number of accidents have taken 

place in these hills over the years. 

 The wrecks in this park tend to fall into two distinct categories. In the first category, the 

crashes were highly destructive and proved fatal for all on board. The precise location of the crash 

would not be known and it would sometimes take time before the wreck site was found by a 

shepherd or farmer. Then there would be the gruesome task carried out by recovery teams in 

removing the corpses from the wreck and relaying them off the hill for burial. The Wellington, 

Seafire, Firefly and Typhoon (and indeed Swordfish V4554, which is mentioned only briefly here) 

all fall into this first category. 

 The second category includes the human stories within the non-fatal crashes. Time and again 

we see the same scenario. After a crash the occupants would often have some form of injury 

ranging from minor cuts and bruises to broken limbs. Some would be too injured to move and 

would remain on site. In the case of the Devon and the Spartan Cruiser, the injuries sustained were 

minor and all occupants were able to make their own way to safety. In other cases, such as the two 

Ansons and the Viking, it was the pilot, as the man in authority, who would depart the scene and 

seek help for those in his charge. In every case those who left the scene would have no knowledge 

of their precise whereabouts or of human habitation. The pilot would walk downhill, following 

streams in the hope that it would lead to civilisation, braving the elements which had contributed to 

the crash. At some point, sometimes covered in blood, they would find a farmhouse and knock on 

the door for help. By that time the authorities would be beginning to form search parties but would 

have only a vague idea where to search. Then there would be a telephone call which would include 

some information from the survivor about the location of their aircraft. A search party, or indeed 

search parties, would then set off, trudging over boggy moorland and mist enshrouded hills to find 

the wreck site. Once on site, first aid would be rendered and the survivors carried down the hill on 

stretchers, where ambulances would be waiting to take them to hospital.  

 It is these same post-crash circumstances which were present, to a greater or lesser extent, in 

several Muirshiel crashes such as the Viking, Devon, Spartan Cruiser and both Anson crashes.  

 The survivability rate was markedly higher in the Muirshiel crashes when compared to the 

others covered in this booklet. Of the nine Muirshiel crashes covered here, five included survivors, 

with 31 people surviving from a total of 37. This higher survivability rate could be due to the peaks 

in this park being merely hills rather than full-scale mountains, resulting in a topology which was 

more favourable to unintentional touchdowns and full scale crashes.  

 

  

O 
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Irish Law Viking (C1) 

 

Details 

Type: Vickers Viking 1B 

Registration: G-AIVE 

Operator: British European Airways 

Flight: Northolt to Renfrew 

Location of crash: Irish Law 

Date of crash: 21/04/48 

John dates of visit: 1965, 02/07/67, 1970s, 1994, 

29/03/08, 21/04/08 

 

Viking Down! – A very high percentage of hill 

wrecks involved fatalities, some with truly horrific 

elements involved. In several cases the circumstances 

surrounding the loss of such fine young men deter 

the researcher from further investigation. Yet there is 

one Scottish aircraft crash where research can be 

carried out in the knowledge that there was a positive 

conclusion. This is the story of Vickers Viking G-

AIVE, which crashed on Irish Law in April 1948. 

Here we have a story involving the personalities of 

each of the twenty people on board and how they all 

made a dramatic escape from the blazing wreck. 

There followed a night of misery as they huddled for 

warmth around the charred wreck. In the morning 

hours the passengers and remaining crewmen took 

the initiative and walked down to civilisation. Another element is the 

story of the rescue parties which tried in vain to reach the survivors 

in the heavy mist. Allied to the human angle is the technological 

aspect, which involves intrigue as to the cause of the accident.  

 A full length account was provided in 2011 when James Towill 

and the author completed the book Viking Down!: The Dramatic 

Night An Airliner Crashed In The Scottish Hills. Readers are directed 

to the online version of the book, which can currently be downloaded 

from the Accurate Model Parts website.  

 

Wreck – The Viking is one of the most popular of all Scottish hill 

wrecks. The extensive media coverage following the crash resulted in 

visits by interested parties beginning very soon after the crash, with a 

party of school pupils from Ardrossan Academy visiting only four 

days after the event. 

 John made at least six trips to the Viking, ranging from 1965 to 2008. In his wreck diary he 

wrote: 

 

„Wings were broken off outside the engines, and one can be seen nearby with the letters in red 

“IVE”. One engine is nearby. The fuselage was burnt out. The tail assembly is some yards to the 

east.‟ 

 

 Of interest in the diary entry is the detail regarding the outer section of the wing. The large red 

letters „G-A‟ would have been present on the top of the port wing and the underside of the starboard 

Above (44): Custom decals were designed to 

depict G-AIVE on the author‟s 1/72
nd

 resin 

and white metal Viking model. The Vickers 

Viking was a twin-engine airliner derived 

from the company‟s existing Wellington 

bomber. It played an important role in the 

post-war period, being essentially a stop gap 

until the Viscount was introduced. 

(Dougie Martindale) 

 

Below (45): The tale of the Irish Law Viking 

warranted a full length account in its own 

right. Both the human element and the 

technological side were covered in this book.   

(James Towill / Dougie Martindale) 
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Above left (46): In this image from either 1965 or 1967, John is posing within the upturned tail empennage.   

(John Martindale) 

 

Above right (47): During the 1967 visit, John and his companion Stewart Aitken both took colour slides of the 

two engine nacelles still connected together by the main spar. Almost the entire fuselage was burned out when 

the Viking burned fiercely, leaving a patch of ground which remains barren to this day.  

(John Martindale) 

 

Below left (48): The cylinders on one of the Bristol Hercules engine are clearly visible here. The engine is still 

present at the wreck side today, albeit with fewer artefacts remaining. 

(John Martindale) 

 

Below right (49): Another visit, this time in heavy mist, with the orange woolly hats indicating a time period in 

the early 1970s. 

(John Martindale / SWAIG) 

 

wing. This large wing section is not visible in any of John‟s photos or in any other photos from 

online sources. It is likely that this was present in 1965, during John‟s first visit, but was removed 

soon afterwards by parties unknown. One feature of the wreck, which has remained consistent since 

at least the 1960s, is that the tail section lies in boggy ground away from the engines.  
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Colours - G-AIVE was originally in the first BEA scheme with a red horizontal line above and 

below the side windows and „BRITISH EUROPEAN AIRWAYS‟ in large text above. When the 

Viking crashed in April 1948, it had the second scheme which included three red horizontal lines 

and the operator name in small letters above. The BEA key insignia was on the tail and below the 

cockpit. The full registration was added in black on the rear of the fuselage and a black anti-dazzle 

area was ahead of the cockpit. The large red letters „G-A‟ were on top of the port wing and on the 

underside of the starboard wing; the large red letters „IVE‟ were on top of the starboard wing and on 

the underside of the port wing.   

Left (50): John back in the tail assembly again, 

this time in May 1994. The woolly hat has been 

replaced with his ever present bunnet (flat cap).   

(John Martindale) 

 

Below left (51): Unfortunately I seem to have 

perfected the look of the teenaged prat in this May 

1994 photo. It appears that some hooligan called 

Donald has also been to the wreck.  

(John Martindale) 

 

Below (52): In his penultimate visit in March 

2008, John took several shots of the wreck to 

assist with the book Viking Down! In this visit he 

photographed the surrounding landscape, paying 

particular attention to the course of the airliner 

immediately prior to impact. He would visit the 

site again, on the 60
th

 anniversary of the crash on 

the 21
st
 April 2008.  

(John Martindale) 
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Left (53): An event was held at the RSPB Lochwinnoch 

Nature Reserve to commemorate the 60
th

 anniversary of 

the Viking crash. The highlight on this memorable day 

came towards the end of the event, when John presented a 

slide show in which he displayed a number of the slides 

which are included herein. Another highlight of the day 

was a cake organised by Andrea Martindale, which 

depicted G-AIVE resplendent in British European 

Airways colours. As you may have gathered, the Viking 

cake was not bought in Asda.      

(Andrea Martindale) 

 

Below (54): De Havilland Devon VP952 at the Boscombe 

Down Aviation Collection in 2010. This colour scheme, 

with a blue horizontal band separating the upper white 

from the lower gloss light grey, was similar but not 

identical to the scheme employed upon VP969 at the time 

of the crash. Note the large distinctive hump at the top of 

the cockpit. 

(John Martindale) 

 

  

Box Law Devon (C2) 

 

Details 

Type: De Havilland Devon C.1 

Serial: VP969 

Unit: 41 Group Maintenance Command 

Flight: Isle of Man to Renfrew  

Location of crash: Box Law 

Date of crash: 03/06/58 

John dates of visit: 1965, 02/07/69, 1994 

 

Introduction – Another of the most popular 

wrecks to visit in the Clyde Muirshiel 

Regional Park is the Devon on Box Law. 

A fair amount of wreckage still remains at 

this site, which is reasonably accessible to 

many walkers.  

 Flying only a month after the end of the war, the De Havilland D.H.104 Dove was designed 

as a replacement for the company‟s successful Dragon Rapide biplane. An attractive metal aircraft 

with two Gipsy Queen engines, the RAF version of the Dove was known as the Devon. The Devon 

C.1 (with C designating use as a communication aircraft) was used by the RAF as a light transport 

aircraft which carried high ranking officers between military bases.  

 Although he was not on board in June 1958, Devon VP969 was the personal aircraft of the 

commander of Maintenance Command, Air Marshal Sir Richard Jordan. This very senior officer 

had previously served as Officer Commanding No.214 Squadron and was awarded a Distinguished 

Flying Cross when his Wellington crashed in England following a bombing raid to Berlin in 1941.  

 

Crash details – On the 3
rd

 June 1958, VP969 was flown from its base at Andover in Hampshire to 

Jurby on the Isle of Man, whereupon three passengers were dismounted. The aircraft then flew on 

towards Renfrew with a crew of two: 33 year old pilot Flight Lieutenant Barclay and 26 year old 

navigator Flying Officer Anderson.  

 Near midday Barclay had piloted the Devon to the beacon at Renfrew, whereupon there was 

heavy cloud cover (8/8 stratus) which obscured his view. Barclay was anticipating using a QGH 

(radio direction finding) let down but this was denied by the Renfrew tower. The documentation 

available to the pilot (AP3193E) did not state that this approach could only be offered in an 

emergency. With a QGH approach being unavailable to him, he decided to conduct an NDB (non-

directional beacon) let down instead. As per the non-precision type of let down given to him by 

Anderson, Barclay flew westwards on an outbound heading away from the beacon, letting down 

from 3,000 feet to 1,500 feet. He then performed a procedure turn to bring the aircraft back towards 

http://en.wikipedia.org/wiki/Richard_Jordan_%28RAF_officer%29
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Above (55): Devon VP969 on Bow Law. Although 

the Glasgow Herald newspaper image is poor, it can 

be seen that the airframe was largely intact after the 

accident. It was subsequently broken up with much 

of the fuselage taken away, leaving the tail fin, 

wings and engines on site.  

(Glasgow Herald) 

 

the beacon at Renfrew. At this point, around eight nautical miles from the beacon, and with dense 

cloud completely obscuring his vision, the communications aircraft struck Box Law at a height of 

1,510 feet above sea level. 

 In the accident report it is stated that several mistakes were made by the pilot and navigator. 

Firstly, instead of giving Barclay the correct NDB procedure for Renfrew, Anderson provided a 

different procedure. And, crucially, Anderson did not notice that the heights in the procedure were 

for those above ground rather than sea level. This made for a very significant difference; if they 

were flying over ground which was 1,510 feet above sea level, and the height in the procedure 

called for 1,000 feet above ground, then this would mean they should fly at a height of 2,510 feet 

above sea level. According to the report, before implementing the let down Barclay should have 

familiarised himself with the safety height in the area. Furthermore, in general terms he should not 

have attempted an unfamiliar type of let down in such poor weather and heavy cloud.   

 

Walk to safety – Thankfully, due to the nature 

of the terrain the Devon was not consumed in a 

horrific firestorm when it hit Box Law. Rather it 

bounced and came to rest almost intact on the 

hillside, with no fire or loss of main 

components. Although the two men survived 

the crash, the significant jolt which took place 

when the communication aircraft collided with 

the ground resulted in Barclay sustaining facial 

injuries and bruises to his chest and Anderson 

receiving facial injuries. A number of 

interesting details can be gleamed from the 

Evening Times and the Glasgow Herald reports 

of the 4
th

 June 1958. For example, due to the 

intact condition of the aircraft, Barclay was able 

to send a radio signal to Renfrew informing them of their crash. However, they estimated they had 

crashed on the nearby Irish Law, the highest hill in this area.  

 With the crash now known to authorities, a search team was organised to search for the two 

men. In heavy cloud and mist, police and fire brigade rescue parties set out from Largs, Kilbirnie 

and Ardrossan. The thirty rescuers who set out from various points included a doctor from Largs, a 

doctor who had been flown from Prestwick by helicopter, and local shepherd Alan Arneil from 

Blairpark Farm who had knowledge of the topology of the region. An RAF Mountain Rescue Team 

from Leuchars also arrived and set out from the main road from Glasgow to Largs (A760). Due to 

the visibility being only 20 yards the search parties were in serious danger of losing each other. 

Indeed none of the parties were to find Barclay and Anderson, partly due to the visibility but also 

because they were searching on Irish Law rather than Box Law. 

 The other reason why the search parties did not find the crewman is because Barclay and 

Anderson had already taken it upon themselves to walk to civilisation. Both the pilot and navigator 

left the wreckage and were found around five miles from the crash site by the shepherd William 

Cameron, who led them back to his cottage at Howcraig. According to Robert McKay, the arrival of 

the blood-covered airmen at Howcraig scared both of Cameron‟s sons who quite sensibly hid under 

the kitchen table. There being no telephone at the cottage, William Cameron drove for a kilometre 

along the rough track to Blairpark Farm and then onto Largs to report the presence of the RAF 

airmen. 

 With the danger now over, Barclay and Anderson were treated for their injuries at the Largs 

Police Station and then at Greenock Infirmary. 

 

JM wreck diary  
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Right (56): In his motorcycle 

jacket and orange SWAIG-issue 

woolly hat, John rests against the 

port wing of the Box Law Devon.  

(John Martindale) 

 

Above left (57): The Devon wing had a 

relatively short chord in relation to overall 

length. Here we can see the outer area of the 

starboard wing lying just ahead and parallel to 

the rest of the wing.  

(John Martindale / SWAIG) 

 

Middle left (58): Remnants of the tail can be 

seen here, with the red, white and blue RAF fin 

flash evident upon a white background. Several 

Marauders can be seen departing the scene. 

(John Martindale / SWAIG) 

 

Below left (59): The two outer wing sections lie 

ahead of the engines in this photo. Both of the 

400 hp Gipsy Queen engines were still 

connected to the wings at this time.  

(John Martindale / SWAIG) 

  

„W/O 3.6.58 41 Group Maintenance Command. 

 

„South of Box Law, east of Largs. 

 

„Serial visible beneath wings. 

 

„Aircraft was complete on forced landing but was subsequently broken up. 

 

„Wings and two engines attached, tail and part of fuselage at the above location. The main fuselage 

has blown away to the north-east.‟ 

 

Colours - The tail and upper fuselage were gloss white, with the lower fuselage and wings a gloss 

light grey. Separating the white and grey on the fuselage was a thick dark blue horizontal band. The 

same dark blue colour was also present on the engines and spinners. On the fuselage, and on both 

sides of both wings, were Type D roundels. On the underside of both wings was the serial VP969 in 

large black text outlined in white. The equidistant fin flash was applied to the tail, with the squadron 

badge above. 
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Hill Of Stake Spartan Cruiser (C3) 

 

Details 

Type: Spartan Cruiser III  

Registration: G-ACYK 

Operator: Northern & Scottish Airways 

Flight: Renfrew to Campbelton 

Location of crash: Hill Of Stake 

Date of crash: 14/01/38 

John dates of visit: 02/07/67, 1971, 23/04/73 

 

Introduction – One of the happier stories involving 

crashed aircraft in Scotland concerns the Spartan 

Cruiser on Hill of Stake. This aircraft is a largely 

unknown type that was built in very limited numbers 

by the Spartan Aircraft Company on the Isle of Wight. 

In the first half of the 1930s twelve Mk.II versions of 

the Spartan Cruiser were built. This six-passenger 

ungainly low-wing monoplane featured a spindly fixed 

undercarriage, irregular shaped windows and horizontal 

ribs along the outside of the fuselage. The three Mk.IIIs, which included G-ACYK, were slightly 

more aesthetic, with a smooth fuselage surface, faired undercarriage, different windows and four 

struts (as opposed to wires) on the top area of the tailplane. The three engines on this mark offered 

limited horsepower, resulting in a stately cruising speed of around 115 mph. 

 In 1935 Northern & Scottish Airways began flying a network of routes in Scotland using 

aircraft such as the Spartan Cruiser and Dragon biplanes. On the 12
th

 August 1937, Scottish 

Above right (60): Oh no, it‟s the dopey 

teenager again. In this 1994 photo, we 

have just arrived at the Devon wreck 

after previously visiting the Viking. 

The serial, VP969, in black text with 

white outline, can still be seen on the 

underside of the wing. Unlike previous 

images, in which the wing was in its 

upright position, the wing is lying 

upside down.  

(John Martindale) 

 

Below right (61): In James Towill‟s 

2006 image, the wing is clearly still in 

the upside down position, with one 

undercarriage leg sticking up in the air. 

The heavily stripped engines have long 

since been disconnected from the wing.   

(James Towill) 

 

Above (62): Three Gipsy Major engines 

were present on G-ACYK, one on each 

wing and another at the front of the 

fuselage. In this photo of a display at East 

Fortune, the largely intact aircraft can be 

seen after it had made an untimely arrival 

upon Hill of Stake. 

(Dougie Martindale) 
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Airways was formed by amalgamating the operations of Northern & Scottish Airways and Highland 

Airways. However, in January 1938 Northern & Scottish was still operating the routes and G-

ACYK remained in their colours at this time. 

 

Crash details – The newspaper reports of the time all cover the very stormy conditions which swept 

Scotland on the days around 14
th

 January 1938. In previous days there had been significant 

snowfalls, heavy rain and lightning, with around 200 telephones being put out of action in Glasgow. 

The average wind speed was between 25 and 30 miles per hour but gusts of over 50 miles per hour 

were recorded at the Royal Naval Air Station at Abbotsinch (the present Glasgow Airport). The 

strong south-westerly winds made for heavy seas in the Firth of Clyde and the tide on the Clyde 

was rising eighteen inches above normal levels. This affected the operation of herring fleets and 

passenger vessels and caused a steamer to be washed ashore at Irvine harbour. Another 

consequence of the stormy conditions was that ten men were seriously injured when a wall of a 

cinema collapsed in Ayr.  

 Heavy rain had fallen throughout the morning of the 14
th

 January but the weather had started 

to improve throughout the day. At 1635, in gathering darkness, Captain McGevor and Wireless 

Operator Hughes departed from Renfrew carrying cans of cinema film on a special charter flight to 

Campbeltown. At 1710 G-ACYK was spotted flying westwards near Kildonan at the south of 

Arran. Then, around ten miles from their destination, the weather conditions, which were described 

as „exceedingly bumpy, with low clouds and continuous heavy rains‟, forced McGevor to turn 

around and head back to Renfrew. Soon afterwards they were spotted flying eastwards over the 

small island of Pladda to the south of Arran. At this point they climbed to a safe height, or at least a 

height that would have been safe according to the barometric pressure that was set before leaving 

Renfrew. A course was set towards Renfrew using wireless bearings but due to radio interference 

the trailing wireless aerial had to be wound in. Communication was attempted with Renfrew using 

the fixed aerial but when this was not successful McGevor instructed Hughes to wind the trailing 

wireless aerial out again in the hope of attaining better reception. After crossing the coastline they 

found themselves enveloped in a very thick mist. Just after 1800 they suddenly felt the trailing 

aerial bounce on some obstruction (never a good sign!) so McGevor pulled back frantically on the 

control column while opening the throttle to try to gain as much height as possible. Around fifty 

yards farther on, their fixed undercarriage struck the ground and was torn off. Thirty yards farther 

on, the aircraft swung to a standstill and came to rest on the side of Hill Of Stake.  

 In the immediate aftermath, with the hill completely enshrouded in darkness and mist, the 

aircraft remained remarkably intact and both men were uninjured. It was reported that both men had 

been thrown clear but this may not be entirely correct. McGevor and Hughes still had electrical 

power on their downed aircraft and were able to leave their navigation lights on so that they could 

find it again if they were forced to return. In an enterprising move they prised the compass away 

from the instrument panel and took it with them as they took to the hills. In another common sense 

move, the men decided to head west as they correctly surmised that this course would eventually 

lead them to shore. After two hours trudging blindly through boggy hillsides they reached the back 

door of a hotel near Largs. The weary men stumbled into the hotel, elated that they had reached 

civilisation and had not been forced to spend the entire night exposed on the hills in poor weather. 

 A few minutes before 2100, Hughes placed a telephone call to Renfrew aerodrome to inform 

officials that he and McGevor had survived and were unhurt. Officials were „overjoyed‟ at this 

news as quite understandably there had been great anxiety when the aircraft had failed to land at 

Renfrew. It had been feared that the aircraft had come down in the Firth Of Clyde where survival 

would be precarious. When the aircraft had failed to arrive, messages had been sent out to ships, the 

coastguard had been warned to keep a lookout and lifeboats had left bases at Troon and Girvan to 

search the heavy seas between Arran and the mainland. But now that it was known that McGevor 

and Hughes were safe, messages were relayed to all ships to discontinue the search. 
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Press statement – In the late 1930s aircraft crashes were detrimental to public confidence in aviation 

and could damage the public image of small operators such as Northern & Scottish. To try to 

mitigate for the bad publicity which would surely result from this accident, the airline was very 

quick to release a press statement. Indeed, late in the evening of the 14
th

 a representative of the 

airline released a 324 word statement to the press. What is remarkable is how quickly such a 

thorough statement was released to the press. The airmen had only telephoned Renfrew just before 

2100 but airline officials had managed to draft a very decent summation of events within a few 

hours. The damage control statement included technical information which could only have come 

from McGevor and Hughes so it is clear that the airmen had conveyed many details to their 

superiors in the evening hours. 

 According to the information given in the statement, the altimeter of the Spartan Cruiser had 

indicated 2,200 feet when it had hit high ground. The highest peak in this region is the 1,710 feet 

high Hill Of Stake, which would have given ample ground clearance of some 490 feet at the 

summit. However, we know the height at which the aircraft hit the hill was below 1,700 feet. This 

means that there was a discrepancy of at least 500 feet between the altimeter reading and the true 

height above sea level. There were some possibilities for this significant difference, the first being a 

fault in the altimeter. Another is that the altimeter was set incorrectly at Renfrew, either by 

McGevor making an error when setting the instrument or due to the pilot being supplied with an 

incorrect barometric figure by meteorological personnel at Renfrew. What was particularly 

interesting about the press statement is the inclusion of the following: „the indicated height was 

2,200 feet, which according to barometrical pressure before the airmen left Renfrew was correct.‟ 

Although this does not specifically accuse anyone of supplying the pilot with an incorrect 

barometric pressure figure, it does imply that McGevor had not made an error when he had set the 

altimeter at Renfrew.  

 The press statement also pointed out that the airline was „trouble free up to this point‟. As 

with the previous comment, which attempted to vindicate McGevor of blame, this was also intended 

to limit the damage to the public perception of the airline due to the accident.  

 

JM wreck diary  

 

„W/O 14.1.38. Only fuselage is left at the location. The remained of the aircraft was removed at the 

time. The fuselage is metal and intact. 

 

„Removed to East Fortune museum by Sea King “10” of 819 SQN 25.7.73.‟ [later entry] 

 

Colours – When the Spartan Cruiser crashed it was painted overall silver, with a black horizontal 

line and the black civilian registration on the fuselage. Between the line and the side windows was 

the airline name in small black block capitals. On the top of the wing was the registration in large 

black block capitals (G-A on the port side and CYK on the starboard wing). This was repeated on 

the underside of the wings, with G-A on the starboard wing and CYK on the port wing. 

 The fuselage section presently at East Fortune is a maroon colour, with „NORTHERN 

SCOTTISH AIRWAYS‟ appearing in silver lettering. It may be assumed that this maroon scheme 

was in use when the aircraft crashed but photographs of the aircraft on Hill of Stake clearly show 

the aircraft being silver at this time.  On the interior surfaces ahead of the cockpit, the paint colour 

is the green primer which is used on many British aircraft of the period. However, everywhere else 

on the fuselage, both inside and outside, is painted in a maroon primer undercoat. What has 

happened is that the silver paint used in the Northern & Scottish Airways colour scheme has 

weathered away due to decades of exposure to the elements to reveal this maroon undercoat 

beneath.  
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  Above left (65): Hillwalkers could use the fuselage of G-

ACYK to hide from inclement weather. As John said, „It 

was quite good to pop in there when it was raining.‟ This 

photo was taken in 1967, with brother Pete, friends Eric 

and Bob, and Bob‟s brother Archie on or in the wreck. 

(John Martindale) 

 

Above right (66): Eleanor Crawford on the 23
rd

 April 1973.  

(John Martindale) 

 

Right (67): The metal fuselage section in the National 

Museum of Flight at East Fortune, having been removed by 

Royal Navy Sea King helicopter on the 25
th

 July 1973. 

(John Martindale) 

Above left (63):  The structurally intact G-ACYK at rest on Hill Of Stake. Damage included three bent two-

bladed propellers and the faired undercarriage either being broken off or crushed beneath the engine nacelles. 

According to Iain Crosbie Sr., the legendary Scottish aviation pioneer Eric Starling believed that the aircraft 

could have been repaired if a helicopter had been available. 

(Origin unknown) 

 

Above right (64): At first glance it looks like the aircraft had silver lettering and a silver horizontal line over a 

maroon fuselage. However, what has happened is that the aircraft‟s silver paint scheme has eroded away to 

reveal the maroon undercoat. The operator lettering and the horizontal line was actually painted in black upon a 

silver fuselage, which itself was applied over the maroon undercoat. The black lettering and line has weathered 

away to reveal, in most areas, the silver paint beneath. There are areas of the fuselage where the maroon 

undercoat had weathered away to reveal the bare aluminium surface. 

(Dougie Martindale) 
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Right (68): Avro Ansons 

flying in formation, with 

the long area of side 

windows in the fuselage 

affording excellent 

visibility. Of the early 

Ansons serving in 269 

Squadron, eleven of the 

twenty four aircraft were 

lost in crashes. 

(J H Martindale) 

Dunrod Hill Anson (C4) 

 

Details 

Type: Avro Anson Mk.I 

Serial: K6255 

Unit: 269 Squadron 

Flight: Abbotsinch to Northern 

Ireland to Abbotsinch 

Location of crash: North of 

Dunrod Hill 

Date of crash: 26/07/39 

John dates of visit: 09/10/71, 1970s 

 

Introduction – One of the achievements of SWAIG was in relation to a Cheetah engine from the 

Dunrod Hill Anson. One of the engines was found and dug out of the ground by SWAIG and later 

conveyed from the hill by another party for subsequent public display. 

  

The Anson – Named after Admiral George Anson, the Avro Anson was a twin-engine multi-

purpose aircraft which was originally conceived as a passenger transport before being developed for 

the maritime reconnaissance role. Although it did attack U-boats in the early war period, the type 

saw its finest hour as a multi-engine crew trainer.  

 Although the Anson was the first RAF monoplane to have retractable undercarriage, the crew 

serving on early models could not rely upon hydraulics and had to turn a wheel no fewer than 174 

times to retract the undercarriage. Constructed of wooden wings and tail, and a fuselage of fabric 

covered steel, the Anson was powered by two Armstrong Siddeley Cheetah IX engines of 350 hp, 

which propelled the trainer to a maximum speed of 173 mph. Used extensively in the training role, 

a high number of the 11,200 Ansons crashed in Scotland and elsewhere. 

 

Crash details – Anson K6255 was part of a fifteen-strong formation which had departed from 

Abbotsinch (the present Glasgow Airport) to practise formation flying over Northern Ireland and 

the Firth of Clyde. On the way back to Abbotsinch the formation encountered rapidly deteriorating 

weather. Having passed over Inverkip, the formation leader radioed to the others to break formation 

and make their way back to base independently. At this point K6255 crashed to the north of Dunrod 

Hill, not far from Loch Thom. According to the accident card, it was deemed that the leader of the 

formation could not reasonably foresee that a gap in the clouds would fill before the entire 

formation flew through. It was also considered that the Wireless Operator may have been too slow 

in passing this message to the pilot or, alternatively, that there was simply not enough time for him 

to do so.  

 A witness, Mrs McGinn from Majeston Farm, had been enjoying a cup of tea when she heard 

the Anson: „It seemed to be in trouble, and almost skimmed the hill-top.‟ Mrs McGinn then 

assumed it had crashed and ran to send a message to the authorities so that an ambulance could 

attend as quickly as possible.  

 When only fourteen of the fifteen Ansons reached Abbotsinch, wireless signals were 

broadcast to all local police stations so that rescue parties could search for the missing aircraft. 

Ambulances and police officers were sent from Greenock and Gourock to the vicinity of Loch 

Thom, where it was thought the Anson may have crashed. The trainer had in fact struck a rise in the 

ground, where it cut two large holes in the ground, and then crashed into a dry-stone dyke. The wall 

was badly damaged but mercifully there was no outbreak of fire.  

 According to the Glasgow Herald of the 27
th

 July 1939, the pilot of the Anson was Pilot 

Sergeant Robson. Also on board was Leading Aircraftman Ball, Aircraftman Ward and Harold 

Reynolds, a civilian who was a member of the Civil Air Guard and of the Scottish Flying Club. As 
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with other Muirshiel aircraft wreck stories, a member of the crew - in this case Aircraftman Ward - 

walked over the moors to civilisation to alert the authorities. Although injured, Ward succeeded in 

trekking down to Spango Farm, where the farmer, Peter Scott, helped him to reach police officers. 

Ward was then taken to a nursing home and thence to the Greenock Royal Infirmary.  

 Due to the mist and cloud limiting visibility to one hundred yards, it was to take around forty-

five minutes before the rescue party found the wreck, whereupon they found the three remaining 

survivors still inside the remains of the Anson fuselage. Robson and Ball were injured, with one 

having broken limbs and the other facial injuries. But it was the civilian, Harold Reynolds, who was 

the most seriously injured, having sustained a head injury and injury to his left leg. Parts of the 

Anson wreck were then used for splints for the broken limbs. One of the crewmen – either Robson 

or Ball – was able to walk down the hill but the other two survivors were conveyed on stretchers 

during the hour-long journey down to Shielhill Farm. Although Reynolds‟ condition was initially 

not considered to be a cause for anxiety, he died shortly afterwards in Greenock Royal Infirmary.  

 

Wreck details – Having been reported in local newspapers, news of the crash spread. It became a 

„sensation‟ in the local area, with a number of visitors taking to the hills to visit the wreck. Rather 

than have the scene of the fatal crash turn into a spectator sport, the RAF were quick off the mark, 

dismantling much of the wreck very soon after the crash. According to Air Crash Scotland, the RAF 

team may have inserted wreckage parts inside holes they had dug in the earth and then subsequently 

covered the holes over. This would suggest that the engine had been deliberately buried by the RAF 

team rather than having sunk beneath the boggy ground.  

 

JM wreck diary  

 

„Rumour of an engine which had been lying for some time started a search. One engine is lying in 

the open, and one other is buried nearby. Some tubing is scattered around, and part of the upper 

undercarriage assembly is recognisable. 

 

„269 SQN, 26.7.39, K6255. 

 

„Report in Greenock Telegraph shows photo and story. One of 15 aircraft flying from N Ireland 

crashed in mist, hitting wall.‟ 

 

Recovery – During the Viking event in April 2008, John revealed details of how the engine was 

found: 

 

„One time I was up investigating where an Anson had crashed. It had straddled the wall you can see 

on the right hand side and one engine used to sit out there. But what had happened to the other 

engine? There was a patch of boggy grass so I put a stick down and dunked down. About three or 

Left (69): Easily recognisable as an Anson due to the 

glazing on the side of the fuselage, this shows K6255 near 

Dunrod Hill in the aftermath of the crash. It can be seen that 

although the forward fuselage and nose was largely intact, 

the tail empennage had broken off and the starboard wing 

and engine was badly damaged in the collision with the 

stone dyke. The grey individual code M is clearly visible 

just below the turret. 

(Origin unknown) 
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four feet down was another engine. So the troops came up, we dug it out, and that‟s the one which 

is now on display at the Cornalees Centre.‟ 

 

 The conveyance of the engine from Dunrod Hill to Cornalees was due to the efforts of an 

enterprising bunch of schoolboys. People from Greenock are not renowned for their ingenuity but 

the high school pupils from this town who carried out the move must be considered to be the sole 

exception. The boys carried a roof which had been sawn off from a Mini car up to Dunrod Hill. 

They then placed the engine on top of the upturned roof and dragged it down over the grassy slopes 

to Cornalees. Thanks to the joint labours of SWAIG and the schoolboys, the engine has been on 

display next to the car park at the Loch Thom Cornalees Visitors Centre (presently known as 

Greenock Cut Visitor Centre) for around forty years.   

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Colours – K6255 was originally doped silver overall, with 269 in red behind the fuselage roundel 

and M in red ahead of the roundel. Front line aircraft began to receive Dark Earth / Dark Green 

Left (70): Taken by John in a 

museum in New Zealand, this 

frontal view of an Anson shows the 

cylinders on the two Cheetah radial 

engines.  

(John Martindale) 

 

Right (71): Peter Rowe inspects 

the mud-covered Cheetah engine 

after it had been retrieved from 

the ground. 

(John Martindale / SWAIG) 

Left (72): The same seven-cylinder 

Cheetah engine on display at the 

Greenock Cut Visitors Centre in 

2016.  

(Dougie Martindale) 
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camouflage in 1938; following the Munich crisis in September 1938 this camouflage was extended 

to all aircraft on operational stations. It is clear, therefore, that K6255 was painted in brown and 

green camouflage at the time of the crash in July 1939. The undersurfaces at that time were black, 

with the serial painted in large white figures on the underside of both wings. The aircraft had Type 

B roundels on the fuselage and upper wing but none underneath the wing. There was no fin flash on 

the tail. On the 27
th

 April 1939 the two-letter squadron codes which would be used throughout the 

war was implemented. At that point the aircraft became UA-M, with UA being the code for 269 

Squadron.   

 

Box Law Wellington (C5) 

 

Details 

Type: Vickers Wellington Mk.1C 

Serial: R1164 

Unit: No. 20 Operational Training Unit 

Flight: Kirkbride to Lossiemouth  

Location of crash: Box Law 

Date of crash: 25/01/41 

John dates of visit: 24/10/71, 1994 

 

Introduction – With 11,461 examples built, 

the Vickers Wellington was a stalwart of 

Bomber Command operations in the first 

few war years. The unique characteristic of 

the twin engine medium bomber was its 

geodetic structure, which was light but very 

strong, allowing the aircraft to withstand 

heavy punishment.  

 

Crash details – On the 25
th

 January 1941 Flying Officer Millar was ferrying Wellington R1164 from 

RAF Kirkbride in Cumbria to No. 20 OTU based at RAF Lossiemouth. Millar was the sole 

crewman on board when he flew the bomber into high ground in poor visibility. The accident card 

stated that the AOC (Air Officer Commanding) in charge of ferry flights should have waited until 

better weather before approving the flight. And, significantly, the navigation difficulties 

experienced by Millar may have been averted if a dedicated navigator had been on board. Although 

the normal complement of five would not be required for a ferry flight, the presence of a navigator 

and a wireless operator would certainly have helped Millar. 

 It is stated by Robert McKay that the body of the pilot was brought down to Blairpark Farm 

(which lies on the A760 main road from Largs to Kilbirnie) using a peat barrow, which was 

subsequently known as „The Hearse‟.  

 

JM wreck diary  

Above (74): A twin engine Vickers Wellington in flight, 

with a wavy line separating the camouflage colours 

from the black. In January 1941 R1164 was being 

delivered to No.20 Operational Training Unit (OTU) 

which was used to train bomber crews and replace those 

lost on operations. 

 

Right (73): A 1/72
nd

 scale model of K6255 

depicted at the time of loss in July 1939. It is 

interesting to note that the aftermarket decal 

producer Xtradecal has included options to 

depict K6255 in its silver guise in their 1/72nd 

decal set X72079.  

(Dougie Martindale) 



 

Martindale’s Marauders Page 60 
 

 

„Three main impact marks, with a lot of small pieces around. Engines were either removed, or have 

been buried. No undercarriage or main spars. Fragments found. One three-bladed propeller 

assembly intact, which is from a Pegasus engine.  

 

„Thought to have crashed early wartime. Pilot was from Edinburgh. 

 

„W/O 25/1/41, 20 OTU Lossiemouth. “Flew into high ground in cloud 3m ENE Largs”.‟ [added 

later when identity was established]  

 

Note: John originally thought this aircraft was a Blenheim. 

 

 

 

 

 

 

Colours – The standard Dark Earth / Dark Green camouflage would be on the uppersurfaces, with 

black on the undersurfaces; the demarcation would have taken place high up on the fuselage sides 

via a wavy line. The squadron code for 20 OTU - AI - may have been applied in light grey but since 

the aircraft was being delivered to the unit this is far from certain. The serial number, R1164, would 

be on the rear fuselage in either light grey or red. In regard to roundels, there would be the Type A.1 

version on the fuselage, Type Bs on the upper wings and none underneath. The fin flash, which 

would be the equidistant version at this time, was placed at the bottom of the tail, with the trailing 

edge aligned with the rear of the tail.   

Above left (75): During John‟s first visit to the Box 

Law Wellington in October 1971, one of the three-

bladed propellers was found to be remaining on 

site. In the middle of this photo can be seen one of 

the bent blades sticking up in the air. This artefact 

no longer resides at the crash site.  

(John Martindale) 

 

Below left (76): This artefact shows the geodetic 

construction which provided the structural strength 

to allow many battle damaged „Wimpys‟ to limp 

home. In 2002 this 26” by 15” section was 

removed from the site and sold on an auction site 

for personal profit.  

(John Martindale) 

Right (77): Wearing his ever present bunnet, 

John rests next to the few remaining 

Wellington parts on site in 1994. The wreckage 

was almost entirely removed by the RAF 

recovery team following the accident. 

(John Martindale) 
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Hill Of Stake Seafire (C6) 

 

Details 

Type: Vickers Supermarine Seafire 

Mk.XV 

Serial: PR432 

Unit: 804 Naval Air Squadron 

Flight: Donibristle, Fife to 

Northern Ireland 

Location of crash: Hill Of Stake 

Date of crash: 03/02/47 

John date of visit: 28/11/71 

 

Introduction – Due to the success of the Spitfire, a naval version known as the Seafire was 

developed. Entering service in June 1942, the first few marks of the Seafire were fitted with Merlin 

engines. The first Seafires to be fitted with the larger and more powerful Rolls Royce Griffon 

engine was the Mk.XV, of which 384 were produced. Entering service in May 1945, the Seafire 

Mk.XV featured a strengthened airframe, folding wings (both at the wing root and near the tip), 

retractable tailwheel, a large rudder and an arrestor hook for landing on aircraft carriers.  

 

Crash details – On the 1
st
 October 1946, 804 Naval Air Squadron reformed with twelve Seafire 

Mk.XVs. By the first month of 1947 the squadron was based at Donisbristle in Fife and was 

training and working up towards an operational cruise on the aircraft carrier HMS Theseus. The 

Clyde built Colossus class carrier embarked 804 Squadron and other Fleet Air Arm units in 

February 1947 and set sail for the Far East as the flagship of the 1
st
 Aircraft Carrier Squadron within 

the British Pacific Fleet. For the pilots of this naval squadron, 1947 promised to be an exciting year 

which would allow them visits to Commonwealth ports in Australia, New Zealand and Singapore 

during shore leave.  

 On the 3
rd

 February 1947 the squadron was flying out to Northern Ireland, from where they 

would later embark upon the Theseus. However, one navy pilot, Sub-Lieutenant John Knight, 

would not make it to Northern Ireland, nor indeed to the waters of the Far East, for he was killed 

when his Seafire, PR432, impacted upon Hill of Stake during the transit flight. Of the six Seafires 

making the same flight, three of these aircraft returned to base either due to poor weather or 

serviceability issues. It may be that Sub-Lieutenant Knight suffered the same fate as so many young 

pilots who were lost in cross country accidents, that of becoming lost or disorientated in cloud. But 

the possibility of a technical issue similar to that which plagued three other machines could have 

contributed to the accident. 

 Although the accident card was unavailable from the Fleet Air Arm Museum in Yeovilton, 

information was supplied to the effect that Knight „wasn‟t good at landing‟, with multiple other 

accidents prior to his death. This is almost certainly a direct result, to a greater or lesser degree, of 

the vices of the aircraft mark he was flying. A major drawback of the Seafire Mk.XV was that the 

1,950 hp Griffon engine and its four-bladed 10‟5” Rotol propeller produced a great deal of torque 

which caused the relatively small aircraft to swing to starboard on take-off. This was a significant 

problem, especially when operating from a carrier deck, and was corrected in later versions using a 

pair of contra-rotating propellers. Another difficulty, which troubled all pilots of Spitfires and 

Seafires, was the outward folding narrow track undercarriage, which was a less stable arrangement 

than undercarriages which folded inwards. These issues contributed to the difficulties in take off 

and landing and were quite likely factors which plagued Knight during his previous incidents.  

 

JM wreck diary  

 

Above (78): The Type C fuselage roundel and Temperate Sea 

colour scheme on this Seafire Mk.XV point to a photo date prior to 

October 1946. 
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Above right (79): The Rolls Royce Griffon was only 

slightly larger but possessed over a third more 

capacity than its predecessor, the world famous 

Merlin. In keeping with Rolls Royce tradition, both 

types were named after birds of prey. 

(John Martindale) 

 

Below right (80): An undercarriage leg, minus the 

tyre, is present here, with the stainless steel part of 

the oleo assembly shining. 

(John Martindale) 

„South side of Hill of Stake. Scattered and broken but mostly intact. Visible on rear fuselage is 

“ROYAL NAVY” Serial numbers visible under wing panels PR432.  

 

„Flying from Donibristle to Eglington, Northern Ireland, 3.3.47. Pilot killed. Found by shepherd Mr 

John McGeoch of Tourgill, Brisbane Glen. 

 

„One of six in flight, four returned, one succeeded.‟  

 

Note: According to Air Crash Sites Scotland the squadron was actually flying out to Maydown, a 

satellite base of Eglinton.  

 

JM SWAIG entry – In SWAIG newsletter 8, John wrote an article entitled „Spitfire Investigations‟ 

in which the following was stated about PR432 - 

 

„The nearest of the type to Glasgow is the Seafire XV lying at Hill of Stake on the West 

Renfrewshire Heights. Although badly impacted, a considerable amount remains which is 

identifiable. Finished in Dark Grey / Sky colours, with the serial visible on the rear fuselage as 

PR432 as well as the underside of the wing, it can this clearly be identified as an aircraft in post-

war naval camouflage. 

 

„It was, in fact, one of a formation of six flying from Donibristle to Eglinton in Northern Ireland on 

3
rd

 February 1947, of which one succeeded, four turned back due to bad weather and one was 

posted missing. In spite of the area searches, it was over a week before the wreckage was found by 

Mr. John McGeoch of Tourgill, Brisbane Glen.‟  

 

 

 

 

 

 

 

 

 

 

 

 

Recovery – It is thought that the tailplane and rudder were removed from the site, perhaps by 

aircraft parts collector Ken Ward. Fourteen years later, on the 21
st
 September 2000, an RAF 

helicopter removed the Griffon engine and other components. Parts of the Seafire are reportedly 

stored in Warwickshire at present.  
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Colours – The earliest Seafire Mk.XVs were in the Temperate Sea scheme of Extra Dark Sea Grey / 

Dark Slate Grey with Sky Type S undersurfaces. On the 1
st
 October 1946 an order was issued for a 

new scheme which became standard on Fleet Air Arm aircraft. This new scheme consisted of Extra 

Dark Sea Grey on the wings and on the top quarter of the fuselage, with Sky extending up to around 

three quarters of the fuselage and on all undersurfaces. The title „ROYAL NAVY‟ appeared in 4” 

high letters above the serial at the rear of the fuselage and there would almost certainly have been 

the squadron badge just below the cockpit. The Seafire would have Type D roundels on the 

fuselage, on the edge of the upper wings and the edge of the underside of the wings. The serial 

would have appeared in black under both wings just inboard of the roundels. 

 A newer system of coding appeared on the tail of Fleet Air Arm aircraft, with a letter or letters 

denoting the base. A single letter was used for aircraft carriers and a two-letter code used for a shore 

base. The code for Donisbristle was DO so it is possible that PR432 had this code when lost. 

Another possibility is GN, the code for Eglinton, the base to which the Seafire was flying. PR432 

may instead have had T, the code for HMS Theseus, as the aircraft would soon serve on board this 

carrier. In this newer system there was also a three digit number between 2 to 3 feet high applied in 

black on the fuselage. The number assigned to PR432 is unknown but the first numeral would be a 

1 as this denoted a single seat fighter. This three-digit code would have appeared forward of the 

fuselage roundel, as per photo 81. 

   

  

 

Blaeloch Hill Firefly (C7) 

 

Details 

Type: Fairey Firefly FR. Mk.1 

Serial: DT977 

Unit: 1770 Naval Air Squadron 

Flight: From Ayr 

Location of crash: Blaeloch Hill 

Date of crash: 26/10/44 

John dates of visit: Pre-1975 (X2), 24/09/75, 

22/10/93 

 

Introduction – The Fairey Firefly was designed as a 

two-seat naval aircraft carrying out reconnaissance 

and fighter duties. Replacing the company‟s 

Fulmar, the relatively large piston engine aircraft 

housed a navigator / weapons operator in a separate 

compartment in mid-fuselage. Due to its large size, 

the type‟s folding wings were essential for use on 

aircraft carriers. 

Above (82): The Swedish registered SE-BRG 

at Duxford in 2005. The Firefly arrived in 

2004, having previously been stored in a barn 

in Sweden. This example was originally 

DT989 (from the same batch as DT977) but 

was reconfigured and used as a target tug in the 

Swedish Navy. 

(John Martindale) 

 

Right (81): Only a few days after the loss of PR432, a Seafire 

Mk.XV of 804 Naval Air Squadron lands on the deck of HMS 

Theseus off the Scottish coast. Note the Type D roundel near 

the edge of the wing, the code 132 ahead of the Type D 

fuselage roundel and the tail code T, which denotes HMS 

Theseus. 
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Wartime operations – In July 1944, 1770 Naval Air Squadron arrived at the large anchorage of 

Scapa Flow in the Orkneys on board the carrier HMS Indefatigable. The squadron‟s Fireflies had 

served as escorting fighters to the Barracudas which attacked the German battleship Tirpitz during 

the recent Operation Mascot. The squadron disembarked their aircraft to Hatston on Orkney and 

then flew to HMS Ringtail at Burscough in Lancashire. There they were to collect new aircraft 

which had full cannon fairings, higher cockpit hoods and rails for eight 60 lb rockets under the 

wings. It was at Burscough, on the 30
th

 July 1944, that the brand new DT977, outfitted with the 

latest features, joined the squadron. The squadron then embarked upon HMS Indefatigable on the 

7
th

 August in readiness for the next series of operations against the mighty Tirpitz moored in a 

Norwegian fjord. 

 The Fireflies of 1770 NAS carried out fighter escort duties during Operation Turbine (3
rd

 

August) and Operation Offspring (10
th

 August). Then, in late August five carriers, including 

Indefatigable, carried out a series of attacks against the Tirpitz. During this major Fleet Air Arm 

action known as Operation Goodwood, Fireflies such as DT977 had to suppress and strafe the 

formidable flak barrage and provide close escort for the Barracudas which were attempting to dive-

bomb the battleship. However, as befitting the name „The Beast‟ attributed by Winston Churchill, 

the Tirpitz was a formidable opponent. With her very strong armour and heavy defensive firepower, 

the bombs carried by the Barracudas were not sufficient to sink the ship. In the resulting actions the 

Fleet Air Arm failed to sink the battleship. With 17 aircraft and 40 men lost for what amounted to 

only superficial damage, responsibility was then passed to the Royal Air Force, which sank the 

Tirpitz by utilising enormous 5,400 kg Tallboys carried by 32 Lancasters of 9 Squadron and 617 

Squadron. 

 In September 1944, the aircrew of 1770 Naval Air Squadron disembarked from the 

Indefatigable and arrived at their shore base of HMS Wagtail at Ayr (the former RAF Heathfield). 

Frustrated by the ineffectual attacks in Norway, the men were preparing to serve again on 

Indefatigable which was due to sail in November to the Far East to fight in the Pacific war against 

the Japanese. During this time aircrew were practising firing underwing rockets, which were to 

prove successful in attacks against the Japanese in 1945.   

 

Crash details – Two officers, Sub-Lieutenant Fairclough and his observer Sub-Lieutenant King, had 

served with the squadron in the Norwegian operations. But they were not destined to sail again on 

the Indefatigable when it began its Far Eastern cruise. On the 26
th

 October 1944, while engaged in a 

wireless and wing finding exercise from their base at Ayr, the men lost radio contact and were 

killed when DT977 struck Blaeloch Hill in Ayrshire. 

 

JM wreck diary  

 

„Considerable amount of wreckage left scattered around an impact crater, of an excavated hole into 

which parts were heaped. Griffon engine some years to the west. In the crater are tail parts, 

fuselage and wing parts. Does not appear to be serials under wing.  

 

„Colours visible are grey / slate green / sky. Roundel appears to have yellow ring. Stamp F8, V5 

seen. 

 

„What appears to be a 20mm cannon imbedded in wing parts buried. Undercarriage legs, prop 

spinner and mechanism. Part found with likely serial _t97(7) (DT97(7)) [additional comment in 

pencil] “DT977?”.‟ 

 

JM SWAIG entry – In SWAIG newsletter 7, John wrote a wreck report for DT977 which illustrates 

the value of a thorough knowledge of aircraft camouflage, markings and serials. Such knowledge 
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Above left (83): During the 2008 Viking event, John stated: „There‟s Peter…an 

undercarriage leg and a propeller boss, lying there in the rain of course.‟ 

(John Martindale) 

 
Above centre (84): When discussing this photo during the Viking event, John 

pointed at the screen (at the tip of the red arrow) and stated: „That is a 

cannon…somewhat illegal to be leaving cannon on the hills.‟ As a veteran of 

Operation Goodwood, DT977 may have fired this cannon against flak positions 

protecting the battleship Tirpitz or at Luftwaffe fighters protecting the 

battleship. 

(John Martindale) 

 

Above right (85): DT977 was powered by a 1,990 hp Rolls Royce Griffon 

engine, seen here in a misty day in September 1975. 

(John Martindale) 

allowed the wreck to be identified as a wartime aircraft and for the serial to be narrowed down, 

correctly, to one of only four aircraft. The report is as follows - 

 

„Location: West of summit of Blaeloch Hill. 

 

„Aircraft: Firefly I. 

 

„Report: Some time ago I spent a very wet Saturday morning searching Blaeloch Hill for a naval 

aircraft. Since the cloud was dense, I carried out a careful square search on compass bearings, but 

nothing was found. After receiving a position from Brian Anderson of Ardrossan, confirming the 

aircraft on Blaeloch Hill, I managed to find the wreck, fairly easily, as being a few hundred yards 

west of my originally quoted position. It is scattered over a small area, with the engine some yards 

to the east. 

 

„Details: The wreckage is scattered around an impact or burial hole, some thirty yards east of the 

Griffon engine. Wing sections are easily identified, as are an undercarriage leg, flaps and 

mechanism, starboard tail unit, fuel tanks and internals. Camouflage is wartime slate grey / extra 

dark sea grey upper surfaces, on sky sides and undersurfaces. The fuselage roundel appears to have 

the yellow outline we should expect on a wartime naval aircraft. The bumps on the rear of the wing 

indicate a Mark I version of the Firefly. A panel was marked T97 in normal serial stencil fashion, 

having the first and last letters obliterated. The only Firefly which fits this serial is the range 

DT974 – DT998, produced as F.1s, but DT974 and DT976 were converted to trainers, so 

DT975,7,8,9 are the most likely to fit the circumstances.‟  
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Colours – As stated previously, the Firefly was in the Temperate Sea Scheme of Dark Slate Grey / 

Extra Dark Sea Grey, with Sky Type S undersurfaces. Type C.1 roundels would have featured on 

the sides of the fuselage and the Type B version on the top surface of the wings. Under the wings 

there would have been Type A roundels but no serial. Under the tailplane there would be the serial 

in black and „ROYAL NAVY‟ in black block capitals above (both 4” high). There would also have 

been a 24” high standardised fin flash on the tail (widths of 11” red; 2” white; 11” blue).  

 In the mid to late war period, shore based Fleet Air Arm aircraft carried a letter and number 

(denoting station and role of the aircraft respectively) in front of the roundel and another letter, 

which denoted the individual aircraft, behind the roundel. Ship-board aircraft possessed a single 

letter, while carrier aircraft bore a number and a letter. In a photo within Warpaint No.28, the 

Firefly aircraft of 1770 NAS had a white 5 behind the roundel and an individual letter ahead of the 

roundel. However, this was the format used in May 1944, before the new aircraft such as DT977 

arrived on the squadron. According to the book Fleet Air Arm Aircraft 1939 to 1945 by Sturtivant 

and Burrows, the code assigned to DT977 was 4A.  

 

 

 

 

  

Above (86): Wing components 

belonging to Firefly DT977 can be 

seen in this photo taken on the same 

day in September 1975. 

(John Martindale) 

 

Left (87): My brother Ronnie and I 

stand next to the main impact site of 

DT977 in October 1993. 

(John Martindale) 

 

Right (88): With Griffon engines 

roaring, Firefly aircraft are ready 

to take off from HMS Implacable, 

a sister carrier of HMS 

Indefatigable, in 1944. Note the 

white code ahead of the roundel 

and the black spinners 

(Origin unknown) 
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Right (89): L7949 lying 

in a crumpled mass on 

Lairdside Hill, with one 

of the wheels and 

undercarriage legs 

distinguishable.  

(Glasgow Herald 20
th

 

September 1938, via Air 

Crash Sites Scotland) 

 

Lairdside Hill Anson (C8) 

 

Details 

Type: Avro Anson Mk.I 

Serial: L7949 

Unit: No.12 EFTS (Elementary 

Flying Training School) 

Flight: From Newcastle to 

Prestwick 

Location of crash: Lairdside Hill 

Date of crash: 19/09/38 

John date of visit: 25/05/07 

 

Introduction – The story of Anson L7949 is similar to other Muirshiel crashes, with the pilot 

leaving his injured crew and walking down to civilisation to alert the authorities. The four crewmen 

all survived but unfortunately two of the men were seriously injured. 

 

Crash details – In the pre-war period a number of training schools with civilian instructors were 

training aircrew using Ansons. This included No.12 Elementary Flying Training School (also 

known as E&RFTS - Elementary & Reserve Flying Training School) which was operating a mix of 

Ansons and Fairey Battles at the time. One of the instructors at the Prestwick Aviation School was 

35 year old John Charlesley, formerly a Lieutenant Commander in the Royal Navy. During 

September 1938, at the height of the Munich crisis, he was on board L7949 with three trainee 

navigators on board. However, with heavy rain and mist being encountered during the navigation 

exercise, he unwisely descended through cloud to get his bearings. The Anson then struck Lairdside 

Hill, near Lochwinnoch in Renfrewshire, whereupon the aircraft bounced twice on the hill before 

coming to rest in an upside down position. 

 In the accident card it is stated that Charlesley should not have descended through clouds, 

particularly as he had pupil navigators on board. It was also mentioned that Scottish Aviation at 

Prestwick was partly to blame for not adjusting the compasses.  

 

Post-crash details – The Anson was a twisted mess of assorted debris but thankfully no fire had 

broken out. All four men on board had survived the crash, though the three injured trainee 

navigators were trapped inside the wreckage. With scalp wounds, body bruises and blood adorning 

his torn flying suit, Charlesley took off from the scene through rain and mist to seek help. He found 

his way for almost three miles to Muirfield House Farm, two miles above Lochwinnoch, where he 

knocked on the door in an exhausted condition. After lying the pilot down and bathing his cuts, the 

farmer, Mr Toole, ran to a nearby farm half a mile away, leaving Charlesley with the farm tenant 

Matthew Armour. Toole then asked the farmer in the other farm to contact the authorities. The 

farmer had to go two miles to find a telephone, all of which delayed the message being relayed to 

the authorities.  

 Half an hour after Charlesley departed, Hubert Johnson and Percival Davidson were still 

trapped but the third pupil, William Nicol, managed to free himself. Nicol departed the scene and 

also walked to Muirfield, where he too knocked on the farm door. The trainee did so while covered 

in blood, with his head and face badly injured. Having been laid upon a bed of straw, both men 

were then conveyed by ambulance to the Royal Alexandra Hospital in Paisley.  

 When Charlesley arrived at Muirfield House Farm he was able to provide information 

regarding the location of the crash to Mr Toole, which was then relayed to the authorities via 

telephone. Three search parties set out through the driving rain and mist that was enshrouding the 

hillside. They arrived at the wreck, cutting away the fabric sides and steel tubing on the fuselage to 

gain access to the two injured and unconscious men inside. Johnson was found to have a fractured 
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thigh and body injuries while Davidson had sustained multiple injuries to his ankle, leg and face. 

The seriously injured men were then carried by stretcher to Muirfield House Farm and then taken to 

the Royal Alexandra Hospital by ambulance to join the other two crewmen.  

Colours – As covered in the K6255 section, the changeover from 

silver dope to camouflage colours was completed during the Munich 

crisis in September 1938 when there was a fear that war would break 

out. It is likely that L7949 was camouflaged during the crash but this 

cannot be confirmed since this occurred at the height of the crisis.  

 There would be Type B roundels at the edge of the upper and 

lower wings and on the fuselage sides. The serial would have appeared 

under both wings, on the rear fuselage and on the rudder. The fuselage 

codes, if any, are unknown. 

  

Queenside Muir Typhoon (C9) 

 

Details 

Type: Hawker Typhoon Mk.1B 

Serial: DN365 

Unit: 197 Squadron 

Flight: Drem to Ayr 

Location of crash: Queenside Muir 

Date of crash: 24/01/43 

John date of visit: 11/07/07 

 

Introduction – During one of John‟s visits to the 

Public Records Office at Kew in 1972, he wrote in 

his notebook „24/1/43 DN365 Typhoon 147Sqn 

197Sqn Drem crashed near Lochwinnoch 1K‟. It 

would take many years before this gen could be used 

to good effect. In 2007, some 35 years later, John 

walked with three friends to find a propeller hub of 

DN365 still connected to one of the three propeller 

blades. 

 Typhoon DN365 belonged to 197 Squadron, 

which was formed at Turnhouse on the 21
st
 November 1942. The unit received Typhoons the 

following month and began a period of training. However, Pilot Officer Gould would be killed in 

DN365 on the 24
th

 January 1943, three days before the squadron became operational. Two months 

later, 197 Squadron moved to southern England to undertake fighter patrol and bomber escort duties 

before undertaking the fighter-bomber role over continental Europe.  

 

Above (92): The Hawker Typhoon was 

designed to specification F.18/37 as an 

interceptor to replace Hawker‟s famous 

Hurricane fighter. However, the RAF came 

to use the „Tiffy‟ mainly as a low level 

interceptor or as a fighter bomber attacking 

targets on the European continent with 

rockets or with bombs. Early examples had a 

„car door‟ method of entering the cockpit 

while later examples such as DN365 had the 

bubble type canopy. 

Left (90): A seven cylinder Armstrong Siddeley Cheetah IX engine 

from L7949 lying partly submerged in boggy ground. 

(John Martindale) 

 
Below (91): Plane spotters Hugh, Ian and Stuart trudge through 

driving rain. John had probably promised them the chance to cop 

an Anson during the spotters‟ weekly visit to the Inchinnan local. 

(John Martindale) 
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Crash details – Some details of this fatal crash can be found in the RAF accident card for DN365. 

Just after midday on a Sunday morning in January 1943, Pilot Officer Gould took off from Drem in 

East Lothian (near Turnhouse) on a cross country training flight that was to last a mere twenty five 

minutes. On his way to his intended destination of Ayr, Gould failed to obtain permission from 

sector control for the flight. To make matters so much worse, he was flying at a low height into the 

thick cloud and fog which was enveloping the west of Scotland at that time. His height was in fact 

too low to maintain contact with the ground station at Turnhouse (the present Edinburgh Airport). 

Having lost radio contact, he should have gained height and tried an alternative radio channel. Yet 

before Gould could do so he was killed instantly when his Typhoon aircraft struck Queenside Muir, 

not far from the Renfrewshire village of Lochwinnoch. 

 According to the article Parker‟s Way: Bob‟s Horror Find On A Lonely Moor, published in 

the Paisley Daily Express on the 16
th

 September 1985, a farmer from the Calder Glen, Quinton 

McKellor, together with gamekeeper Johnny McMillan, heard the fighter bomber as it sped by at a 

low height and then heard an ominous explosion on Queenside Muir. Both men took off in the 

direction of the impact, where they found the charred remains of Pilot Officer Gould within the 

destroyed airframe of the Typhoon.  

 

Swordfish – Quinton McKellor was, at that point, no stranger to the 

destruction wrought by an aviation accident as a very similar scene 

had been enacted on the 30
th

 January 1942. Both Quinton and his 

father, Archibald McKellor, threw themselves upon the snow-

covered ground just before a Fairey Swordfish (V4554) crashed in 

the former Calder Dam area. It would be nearly two weeks later 

before the occupants of the naval biplane were found inside the 

crashed aircraft. Quinton then witnessed the frozen bodies of the 

three naval crewmen being carried on stretchers across the moors to 

Heathfield Farm.  

 

Recovery – According to Alan Leishman, a 0.303 machine gun 

from the Swordfish may have been present at some point at the 

Muirshiel Centre. It is also thought by Alan that two of the 20mm 

cannons from Typhoon DN365 were recovered from the crash site 

at some point. 

 

Colours – The Typhoon would have had the standard Ocean Grey 

and Dark Green camouflage on the uppersurfaces and Medium Sea 

Grey on the undersurfaces. The 24” squadron code OV was adopted 

in November 1942, though the individual code is unknown. The 

fighter bomber would have had Type C.1 fuselage roundels, Type B overwing roundels, Type C 

underwing roundels and 24” high standardised fin flashes on the tail.  

 The Typhoon was externally similar to the Focke-Wulf 190 fighter. On the 19
th

 October 1942 

it was decreed that special black and white markings were to be added under the wings of Typhoons 

so that it would not be confused with the German fighter. This instruction was revised on the 5
th

 

December 1942 to the effect that there should be four 12” wide black stripes, within which were to 

be 24” wide white bands. On the upper wing, positioned inboard of the 20mm cannon, was a yellow 

band extending from the leading to the trailing edge. Due to the presence of these additional stripes, 

the yellow stripe along the front of wing was positioned outwards from the inner 20mm cannon 

fairing. The propeller spinner would be Sky, as would the band at the rear of the fuselage. Lastly, on 

the top of the wing (near the wing root) were walkway areas painted in black; these were the areas 

that ground crew and pilots normally walked upon when entering and exiting the cockpit.  

 

Above (93): In 2007 John 

walked with plane spotting 

buddies Willie, Ian and 

Hugh to find the remains of 

Hawker Typhoon DN365 

on Queenside Muir in the 

Clyde Muirshiel Regional 

Park. This was the fourth 

Typhoon wreck John 

visited. 

(John Martindale) 
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Part VIII – Mainland Wrecks  
 
Ben Lui Hudson (D1) 

 

Details 

Type: Lockheed Hudson Mk.III 

Serial: T9432 

Unit: 233 Squadron, coded ZS-B 

Flight: From Aldergrove, Northern Ireland 

Location of crash: South-eastern slopes of Ben 

Lui, in a deep ravine with a stream 

Date of crash: 15/04/41 

John dates of visit: 19/12/71, 1970s, 13/06/03 

 

ntroduction – At the beginning of the 1980s, a 

young lad would pester his father every so 

often to run a slide show. Some of the slides 

presented on the screen would be family shots but 

what I normally nagged him to present were 

plane wreck images and assorted aircraft in 

„spotting competitions‟. As can be seen from the 

photos in this booklet, many wrecks consist of 

scraps of battered aluminium that are 

unrecognisable to anybody who has not studied exploded diagrams. But there was one wreck which 

requires no imagination on the part of the viewer, one which looks precisely like a plane on a hill: 

the Ben Lui Hudson.  

 A newspaper clipping from the Sunday Express, dated 8
th

 October 1974, provides details of 

how the Hudson was found again after so many years. Normally a researcher would start with some 

gen, perhaps from archival documents or aircraft production lists, but this was not the case with the 

Ben Lui wreck. John confirmed this in one of several quotes in the Express article: „The Hudson 

wasn‟t on the wreck list…We just happened to knock on the right door and a farmer told us about 

it.‟ It was further stated that „We climbed into the gorge and suddenly saw the tailplane in the 

mist…Then the whole scene opened up. It was as if it had just happened.‟ Later „Mr Martindale‟ 

was quoted as stating „There must be hundreds [of wrecks] in Scotland…the Hudson is probably the 

best preserved.‟  

 

JM wreck diary  

 

„Aircraft is lying in the ravine at a height of about 3,300 feet. The tail section is intact, from the 

door rearwards. Serial is visible, along with the code of ZS-B. Camouflage is brown / green grey / 

duck egg blue light grey. Two engines are present, one wing in stream, with many more some 500 

feet down the hill. Inner wings and undercarriage are beside the engines, along with the shattered 

remains of the forward fuselage. History of the aircraft is – 

 

 Taken on charge 29/12/40, allotted to 20MU (Aston Down) on 24/02/41 

 To 23 Squadron Aldergrove on 14/03/41 

 Crashed in Scotland 15/04/41 on its first operational flight. Total time 57.15. 

 S.O.C. [Struck Off Charge] 30/04/41‟ 

I 
Above (94): The Hudson was a twin-engine light 

bomber built in the USA by Lockheed. It was 

used extensively in anti-submarine operations, 

where a crew of four would fly patrols over the 

North Atlantic in search of U-boats. This shows 

the author‟s recreation of John‟s model depicting 

T9432 when it was lost with tragic consequences 

on Ben Lui.  

(Dougie Martindale) 
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Colours – The colour of the camouflage on T9432 has caused some confusion. In John‟s wreck 

diary it can be seen that he originally thought that the paint colours were brown, green and duck egg 

blue. This scheme – known as the Temperate Land Scheme – consisted of an upper surface 

camouflage pattern of Dark Earth (BS450) and Dark Green (BS241) with the undersurfaces in Sky 

Type S (BS210). Different names are used for Sky Type S, with „sky‟, „duck-egg blue‟ and „duck-

egg green‟ all being used to describe this pale green colour. 

 At some point John made two changes in his wreck diary. Firstly he replaced the green entry 

with grey, and secondly he replaced duck-egg blue with light grey. Almost certainly this was 

because these new entries reflected the colours that could be seen in the 35mm slides taken in the 

Above (95): This Sunday Express article was written in 1974, nearly three years after John 

rediscovered the Ben Lui Hudson. The headline clearly emphasises the passage of time since the crash 

occurred. Yet it is strange to think that over four decades have passed since the newspaper article, 

longer indeed than the 33 years mentioned in the headline. In October 1997 John would find another 

Hudson, N7235 of 224 Squadron, which crashed in southern Ayrshire when en route from the Leuchars 

to the squadron‟s new base in Northern Ireland. 
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early 1970s. However, it was not standard practice for the RAF to employ brown and grey together 

as camouflage colours. There was a move over to a different camouflage combination in 1941, 

when Dark Green (BS241) and Ocean Grey (BS629) were used on the upper surfaces, and Medium 

Sea Grey (BS637) was used underneath. But as the brown paint colour is clearly evident in the 

35mm slides it is clear that this later camouflage scheme cannot have been employed upon T9432.  

 The date of changeover from the Temperate Land Scheme to the new combination is relevant 

to this discussion. The changeover was ordered on the 21
st
 August 1941, some four months after the 

crash occurred in April 1941, so it follows that the Temperate Land Scheme of brown, green and 

sky was the standard scheme when T9432 was lost.  The answer, almost certainly, is that T9432 was 

painted in the Temperate Land Scheme in April 1941 but that these standard colours are difficult to 

distinguish in the slide images. The first reason for this is that the colours in 35mm slides can look 

slightly different from the real colours that were evident on the day when the slides were taken. The 

second and more obvious reason is the deterioration of the paint due to constant exposure to the 

elements over a significant passage of time. After all, if you were to paint an object and leave it for 

three decades near the summit of a Scottish mountain, you would expect the rain, hail, wind, snow 

and sunlight to significantly affect the condition of the paint. Such deterioration of the paint would 

be even more evident if you were to use paints of World War II vintage.  

 It can be seen from the scanned images which follow that the brown paint has resisted the 

weathering process quite well, having faded only a little, and coverage over the surfaces remained 

nearly complete. The sky colour has faded, with the pale green element washing out to produce 

more of a light grey colour. But it is the green paint, which was sprayed over the brown, which has 

not withstood well. In fact it has disappeared from many areas. For evidence to support the fact that 

some paints have withstood deterioration more than others, we need only look at the roundel on the 

port side. It can be seen that the blue area of the roundel appears almost white, while the white and 

red areas have disappeared altogether. If such change can occur to the roundel then a significant 

change could also occur to the green camouflage paint. 

 In regard to roundels, there were Type C.1 roundels on the fuselage, the Type B version on 

the upper wing and none underneath the wing. The fin flash was the equidistant type, applied on 

both sides of the tails, both above and below the horizontal stabilisers. 

 

Wreck details – The Hudson was at one time quite likely to be the best preserved of all Scottish 

hillside wrecks, with the wings, engines and rear fuselage (albeit minus the turret) all being 

preserved in the ravine. The front fuselage was not preserved, having been crushed in the impact. 

Even now, nearly seventy years since the crash, a number of parts still remain on Ben Lui. But the 

passage of time has, as we may expect, taken its toll. The rear the fuselage is still present but has 

largely collapsed in on itself. Both engines and parts belonging to the port wing, wingtip and 

starboard tailplane still reside but in reduced form.  

 The main reason that the wreck was largely complete in the early 1970s is that the ravine in 

which it lies is high up on Ben Lui in a very inaccessible location which made removal of the 

wreckage in 1941 wholly impractical. These same factors deter others intent on removing large 

sections for their own benefit. 

 

Right (96): This shows the port side of the rear fuselage, with 

the tailwheel assembly at the very top of the image. The metal 

section just behind the fuselage is the starboard horizontal 

stabiliser, which was severed from the fuselage. The colours 

in the roundel are very confusing as what appears to be white 

is actually the blue area of the roundel. The white paint has 

gone completely while there is only a slight trace of where the 

red circle was in the centre of the roundel.  

(John Martindale) 
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Above left (97): The tailwheel assembly - minus the 

tailwheel – can clearly be seen at the rear of the underside of 

the fuselage. We can see that the port side of the fuselage is 

open to the elements and this is why the paintwork is so 

heavily weathered. In contrast, the starboard side is hidden 

underneath, resulting in protection from three decades of 

snow, hail, rain and sunlight. 

(John Martindale) 

 

Below left (98): Some of the SWAIG fellows have attached 

a rope to the port horizontal stabiliser, with the purpose of 

turning the rear fuselage over to the upwards position. It is 

quite likely that the rear of the fuselage had remained in this 

same position since the crash and that the starboard side is 

about to be exposed for the first time in thirty years. 

(John Martindale) 

Above right (99): Now that the fuselage has been 

turned over, the starboard side is revealed. The 

results are startling. There is no difficulty in 

identifying this aircraft; quite obviously it is T9432, 

with the Medium Sea Grey squadron code ZS. Due 

to the limited space at the rear of the fuselage, the S 

code has been applied over the edge of the yellow 

part of the Type A.1 roundel and the serial number 

has been applied over the Z code. It was highly 

unusual, even in the 1970s, to see the serial number, 

squadron codes and roundel in such clarity on any 

hillwreck. Almost certainly this can only have 

occurred if this section had been hidden and 

protected from harsh exposure to the elements. This 

view is supported by a comment made by John as 

follows: „Because the plane was upside down it was 

protected from the hail and the paint [on the 

starboard side] was so immaculate.‟  

(John Martindale) 

 

Right (100): Inside the turret housing can be seen 

the grey-green paint used for the interior of RAF 

aircraft. The plexiglass turret itself appears to be 

missing, having perhaps been crushed when the rear 

fuselage ground to a halt in the upside down 

position.  

(John Martindale) 
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Ascending Ben Lui – For anyone who does not 

venture upon high peaks on a regular basis, the 

scaling of the 3,707 foot high mountain is a not 

inconsiderable task. Although there are presently 

282 mountains which fall under the category of a 

Munro, Ben Lui is one of the more strenuous 

climbs. One can make a much shorter ascent from 

Glen Lochy but the classic and much more rewarding 

ascent is made from the north. This involves a much longer 

approach but does have the significant advantage of facing Coire 

Gaothaic, the deep north-east facing corrie which imbues the 

mountain with such character. It is this feature which makes Ben 

Lui one of the very best mountains in the land. Indeed this 

mountain is the jewel of the Southern Highlands, towering over all 

others in the region in both height and elegance.  

 When John covered the Hudson in slide shows he would 

normally preface the wreck photos with a short description of how 

members of SWAIG climbed the hill. The slides started with an 

image of George, Ronnie and Lex stepping over stones in a stream at the start of the day. As the 

ascent started there would be shots of Ben Lui itself, looking menacing with its top enshrouded in 

mist and a light coating of snow. Other shots showed snow falling on the Marauders as they made 

their way up to the Hudson. These shots helped to bring in the human angle, which would 

complement the technical information presented in the images of the wrecks and make the 

presentation more palatable to everyone in the audience.  

 During the Viking event in 2008, John talked of the Coire Gaothaic:  

 

„It looked like a chair; see…there are two arms [pointing to screen]…and you walk up that buttress 

and go along until you go to that little V. That is where there is a stream. In that stream there are 

remains of a Lockheed Hudson which crashed there. It crashed on the top of the hill and as the 

snow melted it all [the aircraft wreckage] swept down into the gully. It was one of those days [when] 

there was a cold front due to come through so I said “the rain would go off – trust me folks”. The 

rain did eventually go off…but then it started to snow!‟ 

 

Lest We Forget – John also revealed during the event some details of how the Hudson had crashed:  

 

„They took off from Aldergrove…on convoy duties way out in the Atlantic. They got lost, came back, 

and they were farther north than they thought. They flew around, didn‟t realise they were over the 

mountain and turned around into the mountain.‟ He also disclosed how new the machine was at the 

time of the accident: „It [the Hudson] had come across from Canada in the earliest batch. Its first 

operational flight, 54 hours on the clock…a sad story.‟  

Left (101): The underside of the inside portion 

of the port wing is evident here. The criss-cross 

tread on the tyre appears fresh, helping to 

creating the false impression that the crash was a 

recent event. The rusting undercarriage leg can 

be seen, as can the stainless steel oleo. One of 

the Wright Cyclone radial engines appears to the 

right. 

(John Martindale) 

 

Below (102): This is the outer section of the port 

wing, which was severed just outboard of the 

engine nacelle. The confusion over the paint 

colours is evident here as it can be seen that the 

areas which were originally dark green look 

more of a dark grey here.  

(John Martindale) 
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 The fact that so many young men died in so many crashes in this era does not make the Ben 

Lui crash any less heartbreaking. Each and every crash was a tragedy for the men who lost their 

lives. In this case there were four victims - Douglas Green, Frederick Lown, Leonard Aylott and 

Wilfred Rooks – each of whom would never return to their family or their sweethearts at home. 

Even so many years later, these men are not forgotten. The wreckage remains as a tribute to their 

memory, reminding us each and every time of their loss.  

 Indeed there are family members who still remember their relatives. In February 2008, Chris 

Eldridge, nephew of the 20 year old pilot, Flight Sergeant Douglas Green, wrote a piece in Issue 

102 of Killin News searching for information about his uncle‟s last flight. Chris had been 

researching the loss of T9432 and had found that the Hudson took off from Aldergrove in Northern 

Ireland to act as an escort for convoy OB.309 (which sailed from Liverpool on the 12
th

 April with 

51 merchant ships and a total of 13 escorts). Chris also wrote that on return from escort duty the 

aircraft may have been diverted to a Scottish RAF airfield due to an air raid taking place over 

Belfast.  

 Chris wrote that he intended to visit Killin and the area around Ben Lui in May 2008. 

Although I could not offer Chris specific information on the crash, I wrote to him on the 30
th

 March 

and sent him copies of John‟s Hudson photos. Chris and two other relatives then undertook a trip to 

visit the wreck, flying up from England to Glasgow Airport on the 15
th

 May. Later that day Chris 

and his two companions were invited to my home, where John was able to show the wreck slides in 

person. Soon afterwards the three men travelled north, where they erected a plaque with „Lest We 

Forget‟ to commemorate the crew and their sacrifice. The pilgrimage and plaque are a very fitting 

tribute to the memory of their uncle and his three crewmen.   

 

Fathan Glinne Whitley (D2) 

 

Details 

Type: Armstrong Whitworth Whitley Mk.V 

Serial: P5090 

Unit: 502 Squadron, Coastal Command, coded 

YG-L 

Flight: Aldergrove, Northern Ireland 

Location of crash: Head of Fathan Glinne, 

Balquidder  

Date of crash: 24/11/40 

John dates of visit: 17/10/71, 16/04/72 

 

The Grand Old Lady – The Armstrong 

Whitworth Whitley was the first of the more 

modern heavy bombers to see service in the Royal Air Force in the mid-1930s period. Although the 

three four-engine heavies – the Stirling, Halifax and Lancaster - would later steal the limelight, they 

have not consigned the Whitley to a footnote in history. The „Grand Old Lady of Bomber 

Command‟, as the Whitley was sometimes referred to, is widely recognised as having played a 

major part in early operations along with the Hampden and Wellington. It provided an essential 

contribution in the early years until the spring of 1942, when it was withdrawn from Bomber 

Command operations and relegated to second-line duties. The Whitley had one advantage over its 

contemporaries in that it could carry 7,000 pounds of bombs, 2,600 pounds more than the 

Wellington. The bomber also had reasonable defensive armament but it is the slow maximum speed 

of 228 mph which limited its potential.  

 Those of us who appreciate the aesthetics of aircraft design must admit that the Whitley – or 

the „Flying Barn Door‟ as it came to be known – fails spectacularly on the looks front. The chunky, 

angular fuselage was free from smooth curves, while both vertical stabilisers were positioned 

Above (103): The Whitley‟s lack of graceful 

curves, especially in regard to its slab-sided 

fuselage shape, was an indicator of its 1930s 

design. The name derives from the Coventry 

suburb in which the Armstrong Whitworth factory 

was located.  
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midway along the horizontal stabilisers in a graceless arrangement. But it is the thick, broad chord 

wings which characterises the type‟s ponderous appearance. The lack of curves is explained partly 

by a desire to simplify production. And, significantly, the robust, thick set appearance produced an 

aircraft with similarly sturdy flight characteristics; such stability in flight was a prime asset for a 

bomber due to the ability to sustain battle damage.  

 One of the most obvious features is that the wing was mated at an 8.5° upward angle to the 

fuselage. The reason for this is that flaps were not commonplace when the design was initially 

considered so the wings were added at an angle to increase the angle of attack and thus generate 

more lift during take-off. Although flaps were then added to the design, the angle of the wing 

remained and it is this factor which led to the fuselage being noticeably nose down in level flight. 

The thick wings did bear one significant advantage in that they allowed for substantial fuel tanks 

and a long endurance, which made them capable of long range anti-submarine patrols over the 

North Atlantic.  

Crash details – In the pre-war period, 502 (Ulster) Squadron became part of Coastal Command. The 

unit substituted their Ansons for Whitley Mk.Vs in the autumn of 1940 and began to undertake long 

range anti-submarine patrols from their base in Aldergrove in Northern Ireland.  

 In the early evening of the 23
rd

 November 1940, P5090 departed Aldergrove to perform 

convoy escort duties over the Atlantic. Almost certainly the crew of six on board the Whitley was 

trying to protect convoy SC.11. Within the first eight hours of the very same morning, the German 

U-boat U 100 had mauled the convoy by sinking no fewer than six ships. The commander, Joachim 

Schepke, was one of the three top U-boat commanders and would sink 36 ships before he was killed 

in action in March 1941. Only two wolves, U 100 and U 93, were attacking the convoy in the very 

early hours of the morning and both were driven off by escorts as dawn approached. Daylight had 

given the convoy a reprieve, but Schepke kept shadowing the convoy from a distance. Later in the 

day it is likely that P5090 was protecting convoy SC.11. In fact Sergeant John Westoby and his 

crew may have prevented Schepke from adding to his tally at this time.  

 However, two elements combined to allow the commander to attack once again. Firstly, the 

onset of darkness cast a dark spell on the convoy by making it so much harder to spot the tower of a 

U-boat against the dark horizon. And secondly, Westoby and his crew aboard P5090 were low on 

fuel and had to turn back to base, leaving only the escorts to try to protect the vulnerable SC.11 to 

the expert submariner aboard U 100. After the departure of the Whitley, Schepke was able to move 

into attack position again and duly despatched the 3,663 ton Bussum at 2105. Incredibly this was 

the seventh victim that Schepke had sunk in one day from the same convoy. This tally was quite 

remarkable and led to him receiving the Oak Leaves to his Knight‟s Cross upon his return to 

France.  

 Meanwhile, Westoby and his crew were having problems of their own. In deteriorating 

weather conditions they overshot their base at Aldergrove. They subsequently became completely 

lost and flew all the way into central Scotland, very far from their base in Northern Ireland. Lost 

and low on fuel, the Whitley crashed near Balquidder in Stirlingshire, causing the death of five 

crewmen on board. Only the tail gunner, Sergeant Hamilton, managed to survive and crawled to 

safety. 

 

 

Left (104): This incredible photo has not been altered using 

Photoshop nor does it show the last moments of a Whitley 

before it ploughs into the earth. The bomber is actually flying 

in its normal nose-down attitude at less than twenty feet across 

an aerodrome. Although the wings appear to be level with the 

ground surface, the pronounced tilt of the fuselage is 

impossible to ignore.  
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JM wreck diary  

  

„Wing intact outside of engines, port side. Two engines and many pieces present. Fuselage burnt 

and destroyed. Bombs were exploded by the rescue party, and the craters can be seen. Camouflage 

black / brown / green instead of Coastal c/s [Coastal Command colour scheme]. Spinner and blades 

are on a cairn at Strathyre. Tail gunner survived, crawled down the glen to safety. Now removed to 

Leuchars by RAF. L of 502 Sqn.‟ 

 

Above left (105): John Martindale on his first visit to the Fathan 

Glinne Whitley on 17
th

 October 1971. 

(John Martindale) 

 

Above middle (106): John‟s younger brother Pete and future sister-

in-law Ann hiding from the elements against the large wing section 

on the same day in October 1971. 

(John Martindale) 

 

Above right (107): This photograph shows John‟s second visit on 

the 16
th

 April 1972, with several Marauders collecting near the 

large wing section.  

(John Martindale) 

Right (108): Here we see George 

looking on as a Marauder climbs 

inside the very thick wing 

section. The wings on the 

Whitley were large and thick, 

with a broad chord. Each wing 

was built around an extremely 

strong box spar of corrugated 

metal which was stiffened 

externally by a series of bracing 

ribs. The depth of the wing, so 

evident here, allowed the leading 

edges to house the main fuel 

tanks.  

(John Martindale) 

 

Below left (109):  Much of the 

paint has been removed by the 

elements but the area of brown 

paint clearly indicates that this 

Whitley had the brown and green 

camouflage colours rather than 

Coastal Command colours. Part 

of the red paint belonging to the 

red and blue Type B roundel can 

be seen at the bottom right.  

(John Martindale) 

 

Below right (110): A very wet 

John Martindale resting next to 

the undercarriage and wing. Note 

the corrugated edge that was used 

on the Whitley wing.  
(John Martindale) 
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Recovery – In 1975 John received a letter from David J. Smith, author of High Ground Wrecks, 

which contained a reference to what must surely be the Fathan Glinne Whitley: „Rumour has it that 

you‟ve found a complete Whitley!!!??? Don‟t expect location, but are there any photos?‟ As can be 

gathered from this text, John was careful not to disclose the location of any wrecks to reduce the 

possibility of pieces being taken from the site. 

 A significant amount of wreckage (though not a „complete Whitley‟!) remained on site in the 

1960s. This was reduced in October 1970 when a party of Royal Engineers removed „both engines, 

turret and propeller‟. In addition, one propeller went on display in Strathyre, Perthshire and thence 

to Strathallan. At a later date a second party, this time from the RAF, removed much of the 

remaining wreckage and transported it to RAF Leuchars in Fife. It is presumed (hoped) that this 

wreckage remains in RAF storage. 

 

Colours – The first paint scheme adopted by 

Coastal Command aircraft was the Temperate 

Sea scheme of Extra Dark Sea Grey and Dark 

Slate Grey camouflage, with Sky Type S 

undersurfaces. This was subsequently changed 

to Extra Dark Sea Grey and Dark Slate Grey 

camouflage, with white undersurfaces in 

which the white paint extended up the 

majority of the fuselage sides. It is this latter 

scheme which is normally associated with 

Coastal Command Whitleys. However, as 

mentioned in the wreck diary, at the time of 

her loss P5090 had the standard RAF night 

bomber scheme of Dark Earth / Dark Green 

with black undersides. The diary entry and 

photographs clearly establishes the colours 

involved but where was the divide between the 

upper and lower colours?  

 In the early period of the war, Whitleys 

had the brown and green camouflage 

extending down to almost the bottom of the 

fuselage. By 1941 the division was moved much higher up the fuselage sides. In this new scheme 

some, or perhaps even all of the aircraft, had a wavy demarcation line before the subsequent 

employment of the straight demarcation line. Unfortunately none of the online sources could 

provide details of when this changeover occurred so I was unsure which scheme to employ on the 

model depicting P5090 at the time of her loss. The answer was to be found in Part II of John‟s 

colours article in the SWAIG newsletters, which specifies that the change occurred in December 

1940 (later I would find regulation AMO A.926/40 which states the changeover date being ordered 

on the 12
th

 December). As the loss of P5090 took place in late November 1940, prior the 

changeover, it is clear that the bomber would have been painted in the early war scheme, with 

brown and green camouflage colours extending to near the bottom of the fuselage.   

 Rare colour film footage which is now available on the BBC website shows the front of a 

crashed Whitley of 502 Squadron at Aldergrove, prior to their operational service from Limavady. 

Rather annoyingly the cameraman did not think to pan towards the fuselage but the nose does show 

the camouflage extending down the side of the nose, confirming the above. 

 There is a very helpful image of 502 Squadron Whitleys at Limavady in what may be the 

early 1941 period. The Whitleys parked in the distance have no YG squadron code but do have a 

single code in white ahead of the A.1 fuselage roundel. The aircraft have the fin flashes which 

extend to the top of the tail but it is not possible to tell the colour on the fuselage sides. However, 

Above (111): A 1/72
nd

 model of P5090 built in 2016 

from Airfix‟s very fine new Whitley kit. Note the 

high fin flashes and the presence of only one code on 

the fuselage. This model is a recreation of John‟s 

model which was displayed at the Mitchell Library 

exhibition in March 1975. 

(Dougie Martindale) 
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one aircraft in the foreground is different from the rest in having no fuselage codes but it does have 

an A.1 roundel and the black is extended up the sides of the fuselage. In addition there is a wavy 

demarcation line and the equidistant fin flashes of around 24” high are present on the tails. It is 

likely that this photo shows the squadron at a time when they were changing over the new scheme. 

What is relevant for our purposes from this photo is that all but one of the Whitleys had the fin 

flashes extending up the front of the tails and no YG code. Therefore, P5090 would very likely also 

have had the same high fin flashes and no YG code. It is noted that John wrote „L of 502 Sqn‟, 

which may (or may not) point to him having seen an absence of YG code on the wreck.  

 From the above, it is concluded that P5090 would have had the brown and green camouflage 

extending down to the bottom of the fuselage, the code L in Medium Sea Grey ahead of the Type 

A.1 roundel, the serial in black on the rear fuselage, non-standardised high fin flashes extending up 

the front of both tails, and Type B roundels on the upper wings.   

 

Succoth Glen B-29 (D3) 

 

Details 

Type: Boeing B-29A Superfortress 

Serial: 44-62276 

Unit: 301
st
 Bombardment Group, 15

th
 

Air Force, Strategic Air Command, 

United States Air Force 

Flight: Scampton to Keflavik to Smoky Hill Air Force Base 

Location of crash: Head of Succoth Glen, near 

Lochgoilhead 

Date of crash: 17/01/49 

John dates of visit: 26/09/71, 18/03/73 

 

Crash details – The tragic accident of the United States Air 

Force Boeing B-29 at the head of Succoth Glen is perhaps 

one of the best known of all Scottish hill wrecks. The crash 

remains noteworthy for two reasons. Firstly, it involved 

utterly disastrous consequences due to the untimely death of 

twenty young men. Secondly, the awful loss has remained 

known to the general public, even in the second decade of the 21
st
 Century, due to the significant 

amount of wreckage which remains in a comparatively accessible location to this day. Being within 

two and a half miles of the village of Lochgoilhead, many walkers have made a pilgrimage to the 

crash site to visit the wreck and pay tribute to the twenty Americans who perished.  

 The devastating crash took place in January 1949, at the height of the Berlin Airlift, when the 

USSR was deliberately blocking access to the western sectors of Berlin. A vast quantity of goods 

was shipped by air in 1948 and 1949 to supply West Berliners with the resources they needed. In 

the first month of 1949, two B-29 Superfortresses of the USAF‟s Strategic Air Command (SAC) 

were transporting personnel from the airlift back to their home base of Smoky Hill Air Force Base 

in Salina, Kansas. The transit of the two B-29s began at RAF Scampton, the airfield which achieved 

enduring fame as the home of 617 Squadron during the Dambusters raid in 1943. The B-29 was a 

very long range bomber which could have been ferried direct with no passengers from Lincolnshire 

to Kansas. But the normal route over the Atlantic in this era was to refuel at Keflavik, the Icelandic 

base which has been used countless times as a stopover for transatlantic flights. At the briefing at 

Scampton it was decided that the B-29s should proceed over Prestwick and then Barra Head in the 

Outer Hebrides. The difficulty – indeed the grave danger - they would encounter related to the cold 

front on the eastern side of Scotland, which would ensure there would be heavy icing conditions in 

clouds. 

Above (112): The Boeing B-29 was a 

powerful four-engine heavy bomber 

designed to replace the B-17. The 

most famous Superfortress – indeed 

one of the most famous of any 

aircraft in the world – is the Enola 

Gay, which dropped The Little Boy 

atomic bomb on Hiroshima in Japan 

on the 6
th

 August 1945. Three days 

later another B-29, Bockscar, 

dropped the Fat Man type of atomic 

weapon on Nagasaki.    
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 The first B-29 took off from Scampton at 0800, flying northwards over England into rapidly 

deteriorating weather. Encountering heavy cloud and rain, the visibility became increasingly limited 

as they proceeded to a point some four hundred miles from Iceland. At that point the weather was 

much poorer and they were instructed to return to their alternate of Prestwick. However, when they 

learned that the Ayrshire base had become closed they had no option but to fly all the way back to 

Scampton.  

 The second B-29 (44-62276) took off at 0805 with First Lieutenant Sheldon Craigmyle at the 

controls. On board were three other crewmen and no fewer than sixteen passengers. All twenty men 

on board were looking forward to returning stateside from their European service. At 0920 they 

were experiencing heavy icing and contacted Prestwick to request a 4,000 foot increase up to a 

height of 14,500 feet. As ice built up on the front edge of the wings the aerofoil effect began to 

progressively diminish, thus reducing the amount of available lift. The increase in altitude was in 

the hope of moving above the clouds where the deadly build-up of ice would be reduced. The hopes 

were in vain: the heavily iced wings of the B-29 lost their lift capacity to the extent that the large 

bomber began to fall from the sky. Plummeting into a steep dive, a wing of the B-29 struck the top 

of a hill before smashing into a plateau in Succoth Glen below.  

 The impact was utterly catastrophic. All on board were killed when the bomber exploded, 

with the huge amount of debris forming into a long deep trench on the hillside. The explosion when 

the B-29 hit the hill was so loud that it was heard by villagers in Lochgoilhead, some two and a half 

miles away. A forester who climbed up to visit the crash found a scene of sheer devastation. There 

was a mass of wreckage burning within a forty foot wide crater which continued to burn for a 

further twenty four hours.   

 In many of the fatal crashes covered herein, there is at least a comfort in knowing that the 

young men had no prior knowledge of their impending demise. There is no denying that this was 

not the case in this accident. All on board knew they were experiencing icing problems and that this 

issue was increasing in severity. Finally there was the stall, the loss of altitude and the final dive, all 

of which would have been terrifying for all on board.  

 While visitors can experience enthusiasm for visiting crashed aircraft, particularly when such 

amount of wreckage remains, in this case the tragic outcome and the circumstances in relation to the 

final moments mean that any visit must remain a very sombre affair.  

 

JM wreck diary  

 

„W/O 29.1.49,  17 killed, c/n 11753. 

 

„Large amount of wreckage, in a large crater, and scattered around. Identification was by two 

panels marked with the serial number. 

 

„Four engines, undercarriages, main spars, and lower tail and turret, all present. 

 

„Seemed to have hit the ground in a dive, since tail 

and other parts all in the same crater.‟ 

Right (113): In the 1970s the sprawling mass of 

tangled aluminium resided in a large area which 

had burned for a full day following the crash. In 

the foreground of this image can be seen one of 

the four piston engines. Each of these radial 

engines was very powerful, with eighteen 

cylinders arranged in two rows. 

(John Martindale) 
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Above right (116): The norm for tail gun 

positions in World War II was for the tailgunner 

to sit inside the turret and manually operate the 

guns. On the B-29 the tailgunner sat within a 

pressurised compartment, which was necessary 

due to the altitude and endurance requirements of 

the Superfortress. Situated above the tail gun, the 

gunner operated the gun by remote control. In 

this image we can see the gunner‟s pressurised 

compartment beneath the rudder.  

 

Right (117): In this image from March 1973, the 

starboard side of the tailgunner‟s compartment 

can be seen. Like the majority of B-29s, 44-

62276 was largely unpainted, appearing in bare 

aluminium.  

(John Martindale) 

 

Below right (118): A 2008 image of the port side 

of the tailgunner‟s compartment. Evident here is 

the area at the rear of the aircraft from which the 

guns would protrude.  

(James Towill) 

Left (114): In this image from the early 1970s, the sheer size of 

one of the main undercarriage legs indicates the huge dimensions 

of the B-29 bomber. In connection to this crash is an almost 

certainly fictitious story involving the smuggling of diamonds 

aboard 44-62276. This would be an amusing tale were it not for 

the appalling loss of life aboard the bomber.  

(John Martindale) 

 

Below left (115): In this image from James Towill‟s visit in 2008, 

it can be seen that the undercarriage has changed very little in over 

three decades. One difference that can be discerned is the trees 

which are presently in the vicinity of the wreck. In images from 

the 1970s the trees are noticeably absent. 

(James Towill) 
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Colours – An excellent photo on Air Crash Sites Scotland shows the bare metal aircraft in April 

1948 with a large black outline of a triangle on the tail and the code V inside. The large black code 

BF-276 appears on the fuselage sides and the black serial is present just above the top of the triangle 

near the top of the tail. The very top of the tail is an unidentified colour which may be blue or 

yellow. At the bottom of the tail, just ahead of the edge of the triangle, is the round insignia of the 

15
th

 Air Force. On the forward fuselage would be the shield insignia of the 301
st
 Bombardment 

Group. As per usual practice, the leading edge of the tail was black, as was the leading edge of the 

main wing and horizontal stabilisers. 

 The USAF insignia, which after 1947 had a red horizontal band on the wings, would be on the 

top of the port wing and the bottom of the starboard wing. The text „USAF‟ in large black block 

capitals was on the opposite surfaces, that being the top of the starboard wing and the bottom of the 

port wing. The USAF insignia was also on either side of the rear fuselage. 

 

Ben Bheula Martlet (D4) 

 

Details 

Type: Grumman Martlet Mk.I 

Serial: AL251 

Unit: 802 Naval Air Squadron 

Flight: Abbotsinch to Donibristle 

Location of crash: South slope of Ben Bheula 

Date of crash: 13/12/40 

John dates of visits: 20/02/72, 02/11/1975 and 

28/10/95 

 

The Martlet – The Grumman F4F Wildcat was a 

fighter in service with the US Navy fighter when 

Japanese forces attacked Pearl Harbor on 7
th

 

December 1941. Yet the pugnacious little 

fighter, with its short stubby wings mated to a 

stocky fuselage, had seen operational service at a much earlier date with the Fleet Air Arm. Eighty 

one F4Fs were ordered by France but after their defeat in the spring of 1940 these were all diverted 

to Britain. After British equipment was installed by Blackburn, the little fighter began service in the 

autumn of 1940 under the British name of Martlet. On the 25
th

 December 1940, Martlet Mk.Is of 

the Fleet Air Arm scored the type‟s first aerial victory by downing a Junkers 88 which had been 

reconnoitring over Scapa Flow. The type – known as the Wildcat in US Navy service - would go on 

to score 905 victories against Japanese forces in the Pacific.     

 

Crash details – Lieutenant Godfrey Russell, an experienced flight commander of 802 Naval 

Squadron, was based at the Fleet Air Arm airfield of Donibristle near the naval base of Rosyth in 

Left (119): This 1996 image shows Craig Aitken 

standing behind the B-29 memorial cairn. 

Transporting the heavy stones to the site required 

physical effort which was provided by officers 

and cadets from 2296 Dunoon Squadron ATC 

and volunteers from the Dumfries and Galloway 

Aviation Museum. Their actions in creating the 

memorial cairn (which was unveiled in 1993) 

must be highly commended.  

(Dougie Martindale) 

 

Above (120): A 1/72
nd

 model of AL251 showing 

the Martlet in Grumman applied paint colours. The 

engine cowling on the Wildcat kit has been 

modified to depict a Martlet Mk.I. 

(Dougie Martindale)    
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the east of Scotland. A fellow member of the squadron was Eric „Winkle‟ Brown, who became a 

legendary test pilot and is perhaps even Britain‟s greatest ever aviator. He flew 487 types of aircraft, 

the most of any pilot in history, undertook 2,407 deck landings and was involved in no fewer than 

eleven crashes. According to Brown‟s book Wings Of My Sleeve, Godfrey Russell was one of three 

pilots who were delivering brand new Martlets from Abbotsinch to Donibristle on the 13
th

 

December 1940. The young men in the squadron were delighted to receive these new modern US-

built fighters rather than outdated models which were traditionally cast offs from the RAF to the 

Fleet Air Arm. However, the „howling snowstorm‟ which prevailed over Scotland that day made a 

ferry flight in the small single seat fighter highly inadvisable. As a result of the poor weather 

conditions, only one of the aircraft made it through to Donibristle. One pilot successfully ditched 

into Loch Lomond but Lieutenant Russell died when Martlet AL251 impacted upon the south slope 

of Ben Bheula at a height of around 2,000 feet. It is unclear why Russell and the naval aviator who 

ditched chose to fly a north-westerly route over Loch Lomond since the direct route from 

Abbotsinch to Donisbristle is north-easterly. It may be that the pilots detoured to the north to avoid 

some obstacle or heavy snowstorm over the Glasgow area. 

 It may be speculated that if Godfrey Russell had not undertaken this flight then in all 

likelihood he may have been killed on the 21
st
 December 1941, when U 751 sunk the aircraft carrier 

HMS Audacity which was carrying 802 Squadron and their Martlets. Of the 24 pilots in the 

squadron, the aforementioned Eric Brown was the only survivor.  

 

JM wreck diary  

 

„Engine and wing visible and many parts [including] tail unit and cockpit bulkhead. No record of 

identity or unit.  

 

„On tail was „ship #70‟ in pencil. W/O 13.12.40 Abbotsinch-Donibristle.‟ 

 

Note: Entry added by myself after visit on 28/10/95: „Engine, 2 wings, cockpit bulkhead – nothing 

else.‟ 

 

JM SWAIG entry – In SWAIG newsletter 4, John wrote a wreck report for AL251 which contains 

very useful information in regard to paint colours and markings. The report is as follows – 

 

„On Sunday 2
nd

 November [1975] the site of this Royal Navy Martlet crash was revisited by 

members of the Group. The eastern slopes of Ben Bheula were checked up to 2,000 feet on the way 

to the wreckage, which lies to the south of the summit on the 200 ft line. The major parts are listed 

below. One fairly complete wing is in reasonable condition, with non-folding main spar. The other 

wing [is] well down the slope in the burn. Rear fuselage and tail, marked with large fin flashes 

carried up to the tail. Colour is U.S. Navy dark blue, somewhat faded, the F.A.A. markings have 

disappeared. Marked in pencil was “ship#70” which could mean the 70
th

 aircraft in the production 

batch. Rear cockpit with armour plate bulkhead. Cyclone 9 cyclinder radial engine very badly 

vandalised recently. From these we can surmise that the aircraft was a Grumman Martlet Mark I 

delivered fairly early in the war but as no serial was found, the exact identity may be difficult to 

ascertain. 

 

Colours – The colours and markings of the very earliest batch of Martlet Mk.Is is a controversial 

subject which has been discussed in numerous internet forum posts. There are reputed to be factory 

documents which specify that a finish of Extra Dark Sea Grey, Light Sea Green and Duck Egg Blue 

were to be applied to the first batch of Martlets diverted from the French order to the Fleet Air Arm. 

These colours were intended to allow Grumman to replicate the Temperate Sea Scheme of Extra 

Dark Sea Grey / Dark Slate Grey / Sky Type S. In an attempt to match this, the US equivalents - 
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Sea Green 28 and Flag Blue 24, with Light Blue 27 underneath - were applied by Grumman. The 

US Navy Dark Blue mentioned in John‟s wreck report above (which must refer to the Flag Blue 24 

paint colour) is an invaluable source of information because it confirms that AL251 was in the 

Grumman applied colours at the time of loss. Modellers who wish to replicate this scheme should 

look at photos of AL246 as she presently appears within the Fleet Air Arm Museum in Yeovilton. 

The original Grumman paint colours were still present on the airframe and allowed renovators to 

replicate the original camouflage scheme. It should be noted that this scheme had a wavy line 

between the upper and lower colours and the paint had a gloss finish. 

 John remarked that the Fleet Air Arm markings had disappeared so no proof of the presence 

or absence of a code on AL251 can be gleamed from his report. Photographs show that some 

aircraft in the early batch did not have any codes while others at this time did have codes. A photo 

in Brown‟s Wings Of My Sleeve shows three 802 Squadron Martlets, each with a single code behind 

the fuselage roundel. Without question this photo was taken after the fighters had been delivered to 

Donibristle and as such it cannot constitute definitive evidence of a code being present on AL251 

during the final flight. But since the aircraft were being delivered directly to 802 Squadron, the 

individual codes may well have been added during the updating and conversion process at 

Abbotsinch. In addition, going purely by memory, I seem to recall that thirty five years ago the 

Martlet model which sat on our piano was hand-painted with the coded J. It may be that John had 

determined that J was the code used upon AL251 or it may have been speculative.  

 An additional confusion appears in regard to the undersurface colours. Home-based day 

fighters at the time had the underside of the port wing painted black and the underside of the 

starboard wing painted white, with C.1 roundels (rather than Type A) roundels used underneath. At 

least some of the Martlets in the early batch were painted in this manner but it is not known if this 

was adopted upon AL251. What is clear is that there would have been no serial under the wings. 

 In regard to roundels, the aircraft would likely have had the Type C.1 version on the fuselage 

sides, Type Bs on the top surface of the wings and Type As under the wings. On the tail would be 

the equidistant fin flash, which would look slightly oversized due to the small size of the Martlet 

tail. Just ahead of the tailplane would be the serial in black. On 

the 5
th

 December 1940 the text „ROYAL NAVY‟ in 4” high 

black block capitals was ordered to be introduced to Fleet Air 

Arm aircraft. It would take time for this to be adopted throughout 

the fleet but since AL251 was being serviced at Abbotsinch at 

the time, it is quite likely that this was applied before Russell‟s 

fatal flight. 

 

Above (121): The Martlet‟s nine cylinder Wright 

Cyclone engine in February 1970.  

(John Martindale)    

 

Left (122): In the same snowy day in February 1970 

the Type B roundel can be seen on the port wing of 

AL251. 

(John Martindale)    

 

Below left (123): The weathered remains of AL251 

were visited by John, myself and friend Thomas 

Buchanan in October 1995. The exchange of 

headwear appears to have been amusing.  

(Dougie Martindale)    
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Craigton Hill Dragon Rapide (D5) 

 

Details 

Type: De Havilland D.H.89A Dragon Rapide 

Serial: G-AFFF 

Operator: Highland Airways 

Flight: Port Ellen, Islay to Renfrew 

Location of crash: Craigton Hill 

Date of crash: 27/09/46 

John date of visit: 24/12/72, 2007/08 

 

Introduction – The twin-engine Dragon Rapide was a very 

successful passenger biplane which carried out short haul 

operations for Scottish pre-war operators such as Highland 

Airways, Scottish Airways and Railway Air Services. Up to 

eight passengers could be carried at a maximum speed of only 

157 miles per hour. Power was similarly modest, with the two 

De Havilland Gipsy Six engines each producing 200 hp.  
 

JM wreck diary  

 

„Scattered parts around the impact point. Mostly removed. Crankshaft, undercarriage and metal 

tubes, struts. Report on accident stated: 

 

- Accident was the result of flying into high ground in conditions of low cloud and poor 

visibility. 

 

- Evidence suggests that FF was flying on a series of bearings (due to a misunderstanding 

between the Captain and W/O [Wireless Officer]) being sent to another Rapide G-ADAJ in 

an emergency, resulting from an erroneous message from AJ to control. 

 

- 2 crew and 5 passengers killed.‟  

 

More details – During the Viking event in 2008 John 

stated: 

 

„G-AFFF was coming down into Renfrew and intercepted 

signals for another aircraft and by mistake was flown into 

the hill just above Clydebank. I‟ve been up there recently 

but there is nothing left now. You can see the crankshaft 

and bits of metal. But of course a Rapide is fabric covered 

steel and just rusts away.‟ 

 

Colours – The white top half of fuselage would be 

separated from the silver bottom half by a horizontal line of 

unknown colour. The engine nacelles and wing struts 

would be painted this same unknown colour, with the 

wings in silver. On the nose, „HIGHLAND AIRWAYS‟ 

and the aircraft name (as given by the airline), would 

appear on both sides just below the horizontal line. 

 

Above (124): Dragon Rapide G-

AKRS at Abbotsinch on the 20
th
 

June 1959. This early photo was 

taken by John on the occasion of 

his first flight, when he flew on 

this biplane with his father and 

brother.  

(John Martindale) 

 

Below (125): As the Dragon Rapide 

biplane was constructed mainly of 

fabric covered plywood, little 

remained of G-AFFF on site during 

the visit on Christmas Eve 1972. 

(John Martindale)    
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Whittliemuir Dam Anson (D6) 

 

Details 

Type: Avro Anson GR.1 

Serial: K6320 

Unit: 269 Squadron, coded X 

Flight: To Abbotsinch 

Location of crash: East side of 

Whittliemuir Dam at Gleniffer Braes 

Date of crash: 01/04/38 

John date of visit: 21/04/74 

 

Crash details – As previously covered, Anson K6255 crashed during an exercise from the 269 

Squadron base at Abbotsinch in July 1939. Another Anson from the same squadron, K6320, 

crashed in April 1938 near Howwood in Renfrewshire. It began when a crew of five took off from 

Abbotsinch on a navigational exercise of the customary type performed by their squadron brethren.  

On this very misty day, Arthur Logan, head gamekeeper of Heathfield Lodge in Howwood, heard 

the noise of the Anson but could not spot the aircraft due to thick fog. A little later he heard the 

aircraft again. The mist began to disperse enough for Logan to see into the distance, at which point 

he spotted a white-looking object which he initially thought might be a cow. However, his assistant, 

David McMurtie, thought it might instead be an aircraft. When they looked through a pair of 

binoculars they found out that McMurtie was right, the object being a silver-coloured Anson which 

had smashed into a bank next to the Whittliemuir Dam. The aircraft had also been heard by farmers 

in Brownside Farm and Bent Farm. Indeed the farmer from the former location, Alexander Speirs, 

saw the aircraft when the mist lifted and cycled towards the Gleniffer Braes to alert the authorities. 

Meanwhile, Logan and McMurtie walked over the boggy marshland towards the badly damaged 

craft and found one crewmen who had been thrown clear of the wreckage.  

 Both the pilot, Pilot Sergeant Alexander Sutherland from North Wales, and Corporal Robert 

Hunter, a Glaswegian with twelve years‟ service in the RAF, had been killed. The three other 

crewmen all survived but were treated in the Royal Alexandra Hospital in Paisley for severe burns 

to their hands and face. And yet the distress did not stop there. The RAF recovery party sent to 

salvage the Anson moved the engines and fuel tanks over the dam by boat, and then loaded them 

onto a lorry to convey them away from the site. The recovery party then returned to the crash site, 

where they began to destroy the remaining wreckage. During this task there was a loud explosion 

which injured some members of the recovery team. 

 

JM wreck diary  

 

„Parts of the undercarriage frames, and a few odd alloy parts are present in boggy ground 40 yards 

from shore. 

 

„Aircraft crashed prewar, and was approaching Abbotsinch. 

 

„269/X w/o 1.4.38.‟ 

 

Colours – The Anson appeared in silver dope overall. The squadron number 269 appeared in red 

(with a black outline) behind the fuselage roundel, with the individual red code X appearing ahead 

of the roundel. The serial featured on both the rear fuselage and on the rudder. Type A roundels 

featured at the edge of wing (both above and below the wings) and on the fuselage sides, with the 

serial appearing in black under both wings. 

 

Right (126): A line up of silver 

269 Squadron Ansons at 

Abbotsinch in July 1937, some 

of which have no turret. The 

aircraft in the foreground is 

none other than K6320. John 

built a model of this aircraft in 

these colours for the Mitchell 

exhibition and it is almost 

certain he used this photo as the 

basis of his model. 
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Note: One of John‟s hobbies was playing computer games (Flight Simulator, not Grand Theft 

Auto). There is currently a Flight Simulator X download for this particular aircraft, K6320, in the 

pre-war silver scheme. 

 

Blackside Hills B-26 Invader (D7) 

 

Details 

Type: Douglas B-26B Invader  

Serial: 8811B 

Unit: Armée de l'air (French Air Force) 

Flight: USA to France via Prestwick 

Location of crash: Blackside Hills, Ayrshire 

Date of crash: 22/08/56 

John date of visit: 12/03/72 

 

The Invader – The Douglas A-26 Invader 

was a twin-engine light attack bomber which 

entered service in 1944. While many similar 

types were consigned to the scrapheap in this 

period, this type continued in service because 

it was the fastest US bomber of the war and 

was capable of carrying a comparatively 

heavy payload for its size. Indeed the type‟s high speed 

resulted in its continued operational use throughout the 

Korean War and even into the Vietnam War. By that time the 

piston engine attack bomber was an anachronism. But, 

somehow or other, the Invader managed to roll off production 

lines as late as 1963, continuing in service until the late 1960s 

when jet bombers and fighters had long reigned supreme.  

 

8811B – A number of USAF Intruders were sold in the 1950s 

and 1960s to other air forces around the world. In 1956, 44-35750 was overhauled and reconfigured 

in the States prior to delivery for service in the French Air Force as 8811B. Although the aircraft 

had yet to be handed over to the Armée de l'air, it was painted in French markings.  

 

Crash details – Newly resplendent in French air force colours, the Invader was to be delivered from 

the USA to France via Prestwick not by French military personnel but by two American civilians, 

Edgar Flanagan and Wayne Taylor. However, the delivery flight in August 1956 ended in tragedy 

when the Invader crashed on the Blackside Hills in Ayrshire, some twelve miles to the north-east of 

Prestwick. Both Flanagan and Taylor were killed in the accident which occurred in poor weather 

conditions.  

Left (127): This is a 2016 re-creation of John‟s Mitchell 

exhibition model. When K6320 crashed in April 1938 the 

practice was to apply the serial number in small size on both 

the rear fuselage and the tail, plus in large size on the 

underside of both wings. The number 269 – in red with 

black outline – denotes the squadron number. On the 27
th

 

April 1939 there was a policy change whereby the squadron 

was denoted not by the number but via a two-letter system. 

(Dougie Martindale) 

Above (128): This photo shows an Intruder but is it an 

A-26 or B-26?  

 

Below (129): Several black-painted parts of Invader 

8811B lie strewn over the soft ground on Blackside 

Hills. Just to the right of centre can be seen an 

undercarriage leg sticking up.  

(John Martindale)  
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JM wreck diary  

  

„On a ferry flight from USA to France. Inbound to Prestwick in bad weather 22/08/56. Wreckage is 

scattered around a stream running to the east. Engines buried themselves in the soft ground. Nose 

is in the stream, semi-overgrown. Finish is in black, though weather scoured.‟ 

 

Colours – The Invader was painted overall black, with 

French roundels on both sides of the fuselage and on 

the upper wings. A tricolor flash (with blue leading) 

was painted full height on the rudder. On the tail there 

would be a single code plus the serial, both in white.  
 

Designation – The designation of the Invader (A-26 or 

B-26) has caused great confusion. Firstly we must start 

with the American aircraft coding system and a 

definition of an attack aircraft. In the designation 

system used at the time, A signified an attack aircraft 

and B a bomber. An attack aircraft carried out precision 

attacks at low level, often in support of ground troops 

(a task which was not entirely dissimilar to the role of a 

bomber). One of the great difficulties is that in World 

War II there existed the Martin B-26 Marauder, a twin-

engine medium bomber of similar size and 

configuration as the Douglas A-26 Invader. The A and B prefix at least allowed the Invader to be 

distinguished from the Marauder. But very confusingly, the USAF decided that the A-26 Intruder 

should adopt the designation B-26 when the Marauder was retired in 1948.  

 In answer to the question of whether 8811B was an A-26 or B-26, one might venture that this 

aircraft had been both. It had been an A-26C (44-35750) when in USAAF service but then it was 

later re-designated as a B-26B (8811B) when destined for French service.  

 

Ben Inner Blenheim (D8) 

 

Details 

Type: Bristol Blenheim Mk.IV 

Serial: P4848 

Unit: Special duties 

Flight: From Perth to St. Athan 

Location of crash: Foot of Ben Inner 

Date of crash: 08/11/39 

John date of visit: 03/06/73 

 

Introduction – When the Bristol 

Blenheim first flew in 1935 it was 

faster than the RAF fighters of the day 

and so the type was envisaged as a 

long-range day fighter. But at the outbreak of war the aircraft no longer enjoyed any speed 

advantage, with opponents such as the Messerschmitt Bf109 having much superior performance. 

Added to poor defensive armament, daylight operations in both the fighter and bomber roles 

involved some extremely heavy losses to Blenheim squadrons in 1940, resulting in the type being 

relegated to night fighting duties.  

 The Blenheim is credited with pioneering Airborne Interception radar and it is the 

developmental airborne radar carried on board which is the key to the story of P4848. 

Above (130): A piece of wreckage from 

the Intruder clearly showing black paint 

and the French roundel. The French 

roundel is similar to the RAF roundel but 

the colours are reversed, with blue in the 

centre and red on the outside. 

(John Martindale)  

Above (131): The unusually short nose of the Blenheim Mk.I 

was addressed on the Blenheim Mk.IV. In the modification 

process, the bomb-aimer‟s window assembly was moved a 

full three feet forward. It was found that the pilot‟s view was 

obstructed so the greenhouse area was scalloped on the port 

side to produce the characteristic nose of the Mk.IV.  
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Airborne radar – Two important pioneers credited with a seminal contribution to the development 

of airborne radar are Sir Robert Alexander Watson-Watt, a Scotsman descended from the famous 

engineer James Watt, and Welshman Edward Bowen, who suggested that radar could be installed in 

aircraft. At the outbreak of war, the Airborne Interception (AI) base in Suffolk was considered too 

near to German bomber attack. Watson-Watt, a former student at the University of Dundee, asked 

his former rector if he could move his unit to Dundee at short notice. The move was completed and 

then, shortly afterwards, the AI unit moved to an airfield at Perth.  

 In October 1939 Blenheim P4848 arrived at Perth and was fitted with an experimental version 

known as the Mk.II radar. However, conditions at Perth were primitive and completely unsuitable 

for important work. It was decided that the AI unit should move again, this time to the large RAF 

base of St Athan, near Cardiff, with the move beginning on the 5
th

 November. The efforts of the AI 

team were extremely successful and they made an incredible contribution to the war effort, 

particularly in the defence of the UK during the Battle of Britain. A subsequent version of the radar, 

the Mk.III, was installed in July 1940 on Blenheims, with the type scoring the first aerial success on 

the 22
nd

 July 1940. The definitive radar set, the Mk.IV radar, became available in sufficient 

numbers in early 1941 and was fitted in Beaufighter night fighters to protect London against Blitz 

attack. 

 

Crash details – Very little is known of the Special Duties flight which resulted in Blenheim P4848 

crashing at the foot of Ben Inner. However it is reasonably certain that the flight on the 8
th

 

November was part of the move from Perth to St. Athan, which had begun three days previously. 

Due to the very secretive nature of the radar equipment there would have been great anxiety when 

the Blenheim failed to land in Wales. When the aircraft was found, it was guarded at all times until 

almost all of the wreckage was removed from the hillside.  

 

JM wreck diary  

 

„Scattered wreckage on flat boggy ground 

half mile from Ben Inner. Colour black / 

green / brown. Considerable impact 

damage. 

 

„Parts of one engine crankcase and 10 cylinder 

heads, with main spar and assorted remains. 

 

„W/O 8.11.39, Special Duties Flight, Perth – St. Athan. 

 

„Guarded by Home Guard due to radar fitted.‟ 

 

Viking event details 

 

The Ben Inner Blenheim was covered by John during his slide show at the end of the 2008 Viking 

event as follows: 

 

„It hit Ben Inner and completely shattered, with bits scattered over half a mile. I had to count the 

cylinder heads to find out if it was a twin.‟ 

 

„The strange thing was that the Home Guard were called out to guard the wreckage despite the fact 

it was just threads because it was carrying an airborne radar. Airborne radar didn‟t get going until 

well into the war. So this was a trial flight, a very secret aircraft and it had to be guarded at all 

times.‟ 

Above (132): Very little wreckage of 

Blenheim P4848 remained on Ben Inner. 

This makes perfect sense because the 

secretive nature of the on-board radar 

would mean that it would have been 

important to remove as much debris as 

possible.  

(John Martindale) 
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Colours – The aircraft would have been painted in Dark Earth / Dark Green camouflage extending 

down to the bottom of the fuselage. The underside of Blenheims in 1939 and 1940 were painted 

differently according to their employment in either the fighter or bomber role. If they were used as a 

bomber, the underside would be black, with the serial in large white text under both wings. If 

utilised as a fighter, the underside of the port wing would be black and the underside of the 

starboard wing would be white, with the divide usually (but not always) being the centreline of the 

fuselage. In either case there would be no underside roundel. Since P4848 was used in the Special 

Duties role, it was not employed specifically as a fighter or a bomber and so it is a matter of 

conjecture as to how the undersurfaces were painted. 

 The upper wing roundels are also far from certain. P4848 would have had Type B roundels on 

the upper wing at the outbreak of war. However, after the shooting down of a reconnaissance 

aircraft through misidentification, Telegram A.949/32 was sent on the 30
th

 October 1939 specifying 

that the Type B roundel should be replaced by the Type A version. If this telegram was followed in 

the nine days before the accident, the Type A version would have been applied. Given the aircraft‟s 

importance, it is quite likely the change would have been effected.   

 The Type B roundel (with no yellow ring) was employed on the fuselage between the 27
th

 

April 1939 and the 21
st
 November 1939 so it would appear that this version would have appeared 

on P4848 during the fatal accident. There would be no fin flash on the tail, as per the practice at that 

time. As the aircraft was on special duties there may have been no Medium Sea Grey squadron code 

applied to the fuselage.  

 The serial would have had a G suffix to indicate that the aircraft had to have a guard standing 

next to the aircraft at all times. Therefore the black serial on the rear of the fuselage would be 

P4848/G.  

 

Carlin’s Cairn C-47 (D9) 

 

Details 

Type: Douglas C-47 

Serial: K-14 

Unit: Belgian Air Force 

Flight: Brussels to Prestwick 

Location of crash: East slope of Carlin‟s 

Cairn  

Date of crash: 10/04/47 

John dates of visit: 15/04/73, 08/07/94  

 

Crash details – In April 1947, three Douglas 

C-47s of the Belgian Air Force departed 

from Brussels for an overhaul at the Scottish 

Aviation maintenance facility at Prestwick. 

Having become separated, one aircraft did 

manage to reach Prestwick and another 

diverted to Silloth in Cumbria. The third – K-14 – had an entirely different fate. Encountering very 

heavy cloud, rain and mist, Captain Roger Loyen radioed Prestwick to inform them that they were 

on approach at a height of 2,000 feet. This low height presented a very serious problem for there 

were obstacles of around 3,000 feet in the vicinity. Realising the grave danger, the Prestwick tower 

controller immediately instructed the Belgian pilot to climb to 4,500 feet to clear the obstructions. It 

was too late for the C-47 had struck one of the impediments to safe passage in the form of the 2,648 

foot high Carlin‟s Cairn.   

Above (133): An RAF C-47 Dakota at the Boscombe 

Down Aviation Collection in 2010. The C-47 was a 

military transport aircraft derived from the legendary 

DC-3 Dakota airliner. Externally both types look very 

similar but a strengthened floor and cargo door are 

exclusive to the C-47. 

(John Martindale) 
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 In Hell On High Ground, David W. Earl relates how a gamekeeper and his brother saw the C-

47 when it had for a moment broken cloud cover. Realising the perilous situation that the aircraft 

was in, the men listened for and heard the impact of the C-47 upon Carlin‟s Cairn. The brothers 

trekked to the wreck where they found no survivors from the three crew and three passengers on 

board. In the very distressing scene, they found burned and charred wreckage 

in which the fuselage had broken off in front of the tail.  

 

JM wreck diary  

 

„One complete wing is at 502882, camouflaged brown / green. At and 

spreading from the impact point are fuselage and engine, wings parts, very 

badly impacted. Advised by Prestwick to increase altitude immediately before 

impact.‟ 

 

Crash details – The uppersurfaces of K-14 were camouflaged in brown and green, with the 

undersurfaces being grey. A photo of this same aircraft in September 1946 shows the tip of the nose 

in white, with the leading edges of the wings in black and the white code D 896 on the tail (with D 

at the top and 896 below). The aircraft was assigned the code CH-H but it is thought that this was 

not applied to the fuselage. The Belgian roundels (red on the outside, yellow in the middle and 

black on the inside) would have been applied to the wings and fuselage.  

 

Loch Enoch Whitley (D10) 

 

Details 

Type: Armstrong Whitworth Whitley Mk.V 

Serial: P5009 

Unit: No.10 Air Observer School, 25 Group Training 

Command 

Flight: From Dumfries to West Freugh 

Location of crash: South side of Loch Enoch  

Date of crash: 27/11/40 

John dates of visit: 14/10/72, 29/04/73 

 

Introduction - Three days after Whitley P5090 

crashed, another crew of a Whitley Mk.V would be 

lost in Scotland. This particular aircraft, P5009, was 

assigned to No.10 Air Observer School based at 

Dumfries. 

 In mid-1940, with the Battle of Britain raging 

over the skies of southern England, No.10 Bombing & Gunnery School moved from Dorset to the 

relative safety of south-west Scotland. The training unit was based at that time at RAF Dumfries, 

Above right (134): Part of the outer skin of the C-47 hangs to 

the side and allows us to see the internal structure beneath.  

(John Martindale) 
 

Left (135): Most of the wreckage was removed but a section of 

wing from the Belgian C-47 remains. In this shot the division 

between the brown and green camouflage can be distinguished.  

(John Martindale) 

 

Above (136): John sitting at the edge of Loch 

Enoch with his boots resting on a tyre from 

Whitley P5009.  

(John Martindale) 
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which is the present home of the Dumfries & Galloway Aviation Museum in the Heathhall area of 

Dumfries. The unit was then re-designated as No.10 Air Observer School in September 1940 to 

include the training of navigators as well as bomb-aimers and air gunners.  

 

Crash details – Little in the way of detail is known about the final flight of P5009. What is known is 

that the Whitley took off from Dumfries on a short flight to West Freugh on the south-west coast of 

Scotland, where it was intended that a party of officers would be conveyed back to Dumfries. 

However, on the way to West Freugh the bomber crashed on the south side of Loch Enoch. As the 

majority of the airframe was hidden inside the loch, it would be over two weeks before the Whitley 

was discovered by a shepherd. A recovery team attended the site where they removed the remains 

of two airmen, both of Polish extraction. However they were unable to find a third man, 

Aircraftman First Class Barnes, at the crash site.  

 

JM wreck diary  

  

„Parts of aircraft are scattered near the loch in a line 

extending into the loch, where lie the rest of the 

aircraft. Two engines are lying with the 

undercarriage pointing up above them.  

 

„One u/c wheel and tail wheel recovered by divers 

and are at the side of the loch. 

  

„En route Dumfries to West Freugh to pick up a party 

of officers. Due to cloud at end of trip pilot was 

advised to keep south of track. Pilot flew direct and 

hit high ground. T/off 1330 hrs. P/O Szamrajew 59 

hrs on Whitley – 1,386 total. Engine numbers 

137195, 137105.‟ 

 

Recovery – Following a visit to the Loch Enoch 

Whitley in October 1972, SWAIG contacted the authorities to inform them of the location of the 

downed aircraft remains. At that time the RAF Museum was looking for Whitley parts due to there 

being no remaining examples of this important type. On the 29
th

 April 1973, a recovery operation 

was organised with RAF divers from West Freugh in Wigtonshire (ironically the same airfield that 

P5009 was flying to). Members of SWAIG were present when the divers began searching for the 

aircraft. The Whitley was found to be lying upside down in the loch, with the undercarriage 

extended. According to Ronnie McKinnon, some of the items found on the day included a pedal out 

of the rear turret and straps for the turret seat.  

 The recovery took a solemn turn when a flying boot was found with a human bone inside. The 

search was immediately called off and the site declared to be a war grave. At that point SWAIG 

members acted respectfully and departed the scene. 

 

Colours – The colour scheme of P5009 would have been the same as the Fathan Glinne Whitley 

(P5090). This would consist of the RAF night bomber scheme of Dark Earth and Dark Green 

camouflage and black undersurfaces, with the camouflage extending down to the bottom of the 

fuselage. There would be Type A.1 roundels on the fuselage, Type B roundels on the upper wings, 

the serial in black on the rear fuselage, and high fin flashes extending up the front of the vertical 

stabilisers. The squadron code for No.10 Air Observer School is unknown, with the possibility that 

no squadron code was applied to the fuselage.  

 

Above (137): Rope has been tied around the 

wheel and undercarriage leg. Moments later 

the RAF diver would remove the wheel and 

tyre from the loch. Later in the day, when 

human remains were found on site, the 

SWAIG members would depart the scene.   

(John Martindale) 
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Millfore LB-30 Liberator 

(D11) 

 

Details 

Type: Consolidated LB-30 

Liberator II 

Serial: AL624 

Unit: No.1653 Conversion 

Unit 

Flight: Based at RAF Burn, North Yorkshire 

Location of crash: Half mile south-west of Millfore 

Date of crash: 14/09/42 

John date of visit: 19/09/71 

 

Crash details – To the south of Whitley P5009 lays the remains of an even larger bomber aircraft, a 

Consolidated Liberator. The more commonly known designation for this four-engine heavy bomber 

is B-24 but in this case the wrecked aircraft had the British designation of LB-30 Liberator II. The 

name „Liberator‟ was subsequently adopted by the USAAF for their B-24s. 

 Having previously served in the United States Army Air Force, Liberator AL624 was updated 

to British specification at Prestwick in the summer of 1942. It was then taken on charge with 

No.1653 Conversion Unit at Burn in North Yorkshire on the 2
nd

 September 1942.  According to the 

Peak District Air Crashes website, this Liberator was one of four undertaking a navigation exercise 

to Scotland on the 14
th

 September. After taking off on the training flight at 1100, contact was lost at 

some point after midday when the bomber was flying over the Galloway region. It was later found 

that the port wingtip of AL624 struck high ground to the south-west of the 2,155 foot high Millfore 

which was obscured with 10/10ths cloud cover at the time. All eight men on board were lost.  

 

JM wreck diary  

 

„Half mile south-west of Millfore. 

 

„Wreckage is well scattered after hitting the rock face. Wing tip, and part of the tail, is at the bottom 

of the scree. Small parts are in the scree, with main wreckage to the south of the scree.  

 

„Part of US ARMY visible under the wing, in blue on pale blue under wing. Green / brown / black 

camo. Part found with “LB-30 No 122”. 

 

„Delivered to 45 Group at Montreal Dorval 22.4.42. Taken on charge S.A.L. [Scottish Aviation 

Limited] Clearance And Modification Centre Prestwick 20.5.42. Taken on charge 1653 Flight 

2.9.42. W/O Cat E 14.9.42. Based at RAF Burn.‟ 

 

Stamp collection entry - Details of AL624 can be found in an entry in one of John‟s stamp albums: 

 

„The RAF ordered 165 of the then new Consolidated LB-30 bomber for long range reconnaissance 

and bombing. The design was developed to become the B-24 Liberator of which over 18,000 were 

built, serving all over the globe. After Pearl Harbor, the US Army Air Force requisitioned 75 of the 

RAF order for use in the Alaska and Pacific theatres. AL624 was one of these aircraft used by the 

US Army, and was finally delivered to the UK in April 1942. After months of conversion [at Scottish 

Aviation at Prestwick, with all the proper stamped equipment] it was delivered to 1653 Conversion 

Unit for crew training. Twelve days later it was lost of a training flight, crashing into Millfore Hill, 

near Newton Stewart.‟  

Above (138): A wartime cutting of a newly 

arrived LB-30 Liberator in England.  

(J H Martindale) 
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Heritage revealed – One of the 

interesting points regarding this 

wreck is the exposing of 

insignia and text which revealed 

the aircraft‟s American heritage. 

In the accompanying 

photograph of the wing section 

(photo 141), it can be seen that 

some of the RAF Type B 

roundel had weathered away to reveal one of the points from 

the USAAC white star underneath. This curious mix of both 

insignia is by no means unique but is certainly very interesting in 

visual and historic terms.  

 The exposing of US features also occurred in regard to the 

underside of the wing. When in USAAC service the aircraft had 

been painted in Olive Drab, with Neutral Grey on the underside and 

„US ARMY‟ painted in black under the wings. In John‟s diary it is stated that: 

„Part of US ARMY visible under the wing, in blue on pale blue under wing‟. 

This indicates that part of the original US text was exposed when the black 

RAF paint on the underside weathered away.  

 

  

Above (139): Another 

wartime cutting by J H 

Martindale showing the 

USAAC star on the fuselage 

of a B-24 Liberator. 

 

Above (140): The version of the US insignia 

which was underneath the RAF roundel on 

AL624.  

 

Left (141): Elements of an RAF roundel and a 

USAAC star can both be seen in this wing 

section of AL624. The red arrow points to one 

of the five points from the white star used 

when the aircraft served in the Pacific. The 

RAF Type B roundel was then painted on top 

of the USAAC insignia but 39 years of wind 

and rain has exposed the American star 

beneath. 

(John Martindale) 

 

Below left (142): On the underside of the same 

wing section, the black RAF paint has 

weathered away to reveal the paint and 

markings used when the bomber served in the 

Pacific. The M and Y we can see at the bottom 

left is part of the text „US ARMY‟ that was 

applied in black during USAAC service. The 

letters may appear as dark blue but this is due 

to the fading of what was originally black 

paint. Similarly, the metal may appear to be a 

pale grey-blue but this is due to the fading of 

the original USAAC Neutral Grey paint. 

(John Martindale) 
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Colours – When AL624 crashed it was painted in the standard Dark Earth / Dark Green camouflage 

with black on the undersurfaces. The black paint extended up most of the fuselage sides, with a 

straight demarcation line between the black and the camouflage colours. The squadron code A3 was 

assigned to No.1653 Conversion Unit but photos of RAF Liberators tend to show no squadron 

codes on the sides of the fuselage.  

 Although the Liberator had Type C fuselage roundels when delivered to the UK, this version 

was replaced with Type C.1 roundels in July 1942. There would be Type B roundels on the upper 

wings, positioned near the front of the wing in a smaller size than might be expected. Another 

change which occurred in July 1942 was the equidistant fin flash being replaced with the 

standardised version. The standardised fin flashes would be on both sides of both horizontal 

stabilisers. 

 

Little Water Of Fleet Typhoon (D12) 

 

Details  

Type: Hawker Typhoon Mk.1B 

Serial: JR439 

Unit: 440 Squadron (RCAF) 

Flight: From Ayr to Woodvale 

Location of crash: Near Little 

Water Of Fleet viaduct 

Date of crash: 18/03/44 

John date of visit: 29/07/72 

 

Crash details – As discussed in a previous 

section, on the 18
th

 April 1944 Hurricane LD564 

of 439 Squadron (RCAF) and Typhoon JR439 of 

440 Squadron (RCAF) were making a transit 

flight along with other aircraft in the squadrons 

from RAF Ayr to RAF Woodvale in Merseyside. 

In recent months both of the Canadian squadrons 

had been practising fighter bomber training and 

were transferring to a new operational base at 

Hurn in Dorset, where they would take part in operations in support of the invasion of German-

occupied France. However, the two Canadian pilots would not live to take part in D-Day for they 

both crashed in very similar circumstances during their flights. LD564 crashed near to Loch Doon, 

while JR439 crashed near to the former Little Water of Fleet viaduct.  

 The pilot of JR439, Pilot Officer Kenneth Mitchell, is remembered by a small cairn erected 

nearby. A photo of his gravestone can be found on the Peak District Air Accident Research website. 

On the 65
th

 anniversary of the crash a plaque was unveiled at a ceremony which included Paul 

Goodwin and three members of the Dumfries and Galloway Aviation Museum. These gentlemen 

should be applauded for their dedication in honouring Kenneth Mitchell, who died so far from his 

home in Vancouver.  

 

Note: Originally it was thought that the date of the JR439 crash was the 14
th

 March 1944. This was 

a discussion point with author David J. Smith, who wrote to John as follows: „I‟ve checked my copy 

of the Imperial War Graves Register for Ayrshire to find that both F/O McTavish and P.O Mitchell 

were killed on 18/3/44 so this is confirmed.‟ 

 

JM wreck diary  

 

Above left (143): Remains of JR439 near the 

impact site. 

(John Martindale) 

 

Above right (144): The damage evident upon the 

Merlin engine indicates that Typhoon JR439 

impacted violently with the ground. 

(John Martindale) 
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„Badly impacted wreckage on both sides of track near railway line. Small cairn erected to pilot. 

Engine broken badly. 20mm shells in wreckage. Black / white stripes on wings and tail. JR439 

serial visible. From Ayr. 440 Sqn, W/O 19.3.44, TOC 23.2.44.‟ 

 

Colours – The fighter bomber would have been painted with the standard Ocean Grey and Dark 

Green camouflage, with Medium Sea Grey on the undersurfaces. There were, as indicated in the 

wreck diary, black and white D-Day recognition stripes on the wing and fuselage. In addition there 

would be a yellow stripe along the front of the wing and very likely a sky fuselage band. The 

propeller spinner would be sky and the wing walkways near the wing root were painted black. The 

24” high sky squadron codes may have been I8 but the individual letter on the other side of the 

Type C.1 roundel is unknown. On the wings there would be Type B roundels on top and Type Cs 

underneath. There would also be a 24” high standardised fin flash on the tail.  

 

Cairnsmore of Fleet Heinkel 111 (D13) 

 

Details 

Type: Heinkel 111 H-4 

Serial: 5J+SH  

Unit: 1./I./KG4 - 1 Staffel (squadron) 

within I Gruppe (group) within KG4 (wing) 

Flight: From Soesterberg, Holland  

Location of crash: East of Eastman‟s Cairn 

on Cairnsmore of Fleet 

Date of crash: 08/08/40 

John dates of visit: 13/07/71, 23/04/72 

 

Introduction – A total of eight separate 

aviation accidents have occurred on Cairnsmore of Fleet in south-west Scotland. One of the wrecks 

which used to include significant amount of wreckage was that of Heinkel 111 5J+SH, which 

crashed on an operational flight from a Luftwaffe base in Holland. The crash occurred in August 

1940 during the height of the Battle of Britain, when the fate of the British nation was being 

decided in daily duels between Fighter Command and the Luftwaffe.    

 

Heinkel Hunt – The following text was included within John‟s Heinkel Hunt article -  

 

„Variously reported as being engaged in mine-laying in the Clyde and as being one of three aircraft 

engaged in a mini-dambusting attack on Clattreingshaws Loch, the southern end of which has a 

large dam, some friends and I recently set out to try and locate an aircraft which was rumoured a 

Heinkel He-111.We found the remains of this aircraft on Cairnsmore of Fleet at a height of 2180 

feet, map reference 73/497673. It had been reported to have been damaged by gun-fire before 

crashing.  

 „The Heinkel appears to have been travelling NNE at the time of impact, when it hit stony 

ground some 150 feet below the peak, and there has been very little burying or overgrowing. The 

impact area is a shallow crater blasted in the rocky surface, near an area where the fuselage burnt 

out, molten fragments mingling with the fire broken rocks. 

 „A wing section stands out and both engines are still present, although badly smashed 

externally in the crash. The tail unit, remarkably intact and not badly corroded, lies some distance 

NW of the crash site. Obviously the mines carried exploded on impact, accounting for the extreme 

fragmentation of the fuselage. 

 „The identity of this Heinkel He-111, nor its history, are not known although it is believed to 

have crashed in 1940.‟ 

Right (145): A 

short article 

entitled 

„Heinkel Hunt‟ 

was written by 

John for an 

unidentified 

magazine. One 

of his 

companions 

during his visit 

was friend Bill 

Stevenson.  
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JM wreck diary  

 

„Two engines lie on the rocky slopes. One wing lies nearby. About 400 yards to the north is the rear 

fuselage, tail unit. Sortie from Soesterberg, W/O 9.8.40.‟  

 

 

  

Above left (146): There is no doubting the provenance 

of this section as it is clearly identifiable as the tail and 

rear fuselage of a Heinkel 111. The green splinter 

camouflage has not withstood the effects of the 

elements over the years. This tail section is reputed to 

be held at the North East Aircraft Museum in 

Sunderland. 

(John Martindale / Bill Stevenson) 

 

Middle left (147): In this remarkable photo showing the 

inside of the rear fuselage, one could easily think that it 

showed a new section straight off the production line. 

The paint used in the interior of Luftwaffe aircraft was 

RLM 02 Grau, a light grey with a hint of green. 

(John Martindale / Bill Stevenson) 

 

Below left (148): The wing section which was removed 

along with the engine by a USAF helicopter in 1980. 

(John Martindale / Bill Stevenson) 

 

Above (149): Looking to the north, this shows a Jumo 

211 engine similar to that which was fished out of the 

sea near Whitehills. We can see this engine more easily 

as it is not covered in sealife. 

(John Martindale / Bill Stevenson) 

 

Left (150): A strikingly picturesque photo showing one 

undercarriage leg of the Heinkel bomber. The 

undercarriage had two legs so this part only shows one 

side of the assembly. Note that part of the tyre remains 

behind the wheel.  

(John Martindale / Bill Stevenson) 
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Recovery and memorial - As well as 5J+SH, Cairnsmore of Fleet 

has claimed five Ansons, a Blackburn Botha and an RF-4C 

Phantom. On the 8
th

 August 1980, a USAF Jolly Green Giant 

helicopter from RAF Woodbridge lifted into place a memorial 

stone near the summit of the hill to commemorate the 25 men 

who have died in the eight crashes. The large helicopter then 

transported the Heinkel 111 engine and wing section off the hill. 

Both pieces now reside within the Dumfries and 

Galloway Aviation Museum.  

 

Colours – The Heinkel 111 would have been painted in the standard Luftwaffe splinter camouflage 

pattern consisting of RLM70 Grün (green) and RLM71 Grün (green), with RLM65 Hellblau (light 

blue) on the undersides. On the fuselage would have been the code 5J+SH, with S in white and the 

others in black. The propeller spinners would have been white and there would have been a black 

Balkenkreuz (German cross insignia) on both wings. On the underside of the port wing would have 

been the large black codes 5 and J, separated by a large Balkenkreuz. A similar arrangement would 

have been in place on the underside of the starboard wing, with a Balkenkreuz in between the large 

black letters S and H. A black swastika outlined in white adorned the tail.   

 

Cairnsmore of Fleet Anson (D14) 

 

Details 

Type: Avro Anson Mk.I 

Serial: N5140  

Unit: No. 1 OAFU (Observer 

Advanced Flying Unit)  

Flight: From Wigton 

Location of crash: Knocktim (south-

east of Eastman‟s Cairn on 

Cairnsmore of Fleet) 

Date of crash: 09/07/44 

John date of visit: 23/04/72 

 

Crash details - On his return from visiting the 

Heinkel, John stumbled upon another wreck. 

During the Viking event, he stated: „Lo and 

behold, walking away from the crash [the 

Heinkel 111 wreck on Cairnsmore of Fleet], I 

chanced upon an Anson. An Anson has a 

particular kind of structure to its 

undercarriage…you can always tell an Anson‟. 

On face value is seems ridiculous to think that 

an undercarriage was all that was needed to tell 

Above left (154): Having encountered this debris by 

accident, John was able to identify it as belonging to 

an Avro Anson due to the undercarriage structure 

and the yellow paint on the aluminium panels. In 

total John found seven Anson wrecks. 

(John Martindale) 

 

Above right (155): The structure of the Anson 

undercarriage (which was present above the twin 

legs) can be seen in this drawing. With rows of 

circles and triangles, plus several cross braces, the 

Anson undercarriage does indeed have unique 

identification characteristics. 

 

Above right (151): The same Jumo engine at Dumfries.  

(James Towill) 

 

Left (152): The Heinkel 111 wing section at the Dumfries and 

Galloway Aviation Museum. 

(John Martindale) 
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an aircraft type. Yet if one compares photo 154 with the drawing in image 155 this does become 

more understandable. He also found confirmatory evidence in the form of a construction plate 

marked with „652A‟, the number assigned to the type (and the preceding airliner from which the 

Anson was developed). John further stated: „The trouble is I didn‟t know which one it was because 

five Ansons crashed on Cairnsmore‟. Indeed this was the third Anson to crash upon Cairnsmore of 

Fleet in 1944.  

 The particular Anson he found on that day, N5140, had seen many years‟ service. A crew of 

three were practising a beam approach when they struck Cairnsmore of Fleet, which was obscured 

by low cloud at the time.  

 

JM wreck diary  

 

„Wreckage lies amongst large boulders. The engines and major parts may well be still buried under 

these boulders. Pieces of yellow painted alloy, undercarriage legs and engine bearers are 

recognisable. Many small pieces of wood are to be found on the rocks. 

 

„Undercarriage rear strut carried a small plate with “652A”.‟ 

 

Colours – The dark brown and dark green camouflage extended down the fuselage (Pattern No.1), 

with yellow on the undersides. There would have been Type C.1 roundels on the fuselage sides, 

Type B roundels on the upper wings, and Type A roundels and the serial in black under both wings. 

The No.1 OAFU code W would quite likely have been applied in yellow to the fuselage. As per 

normal practice at the time, the standardised fin flash would be present on the tail. 

 Due to an accident to a training aircraft in October 1943, on the 11
th

 December 1943 it was 

decreed that training aircraft were to be made more visible by the addition of yellow paint on the 

edges of the upper wings (extending two feet from the wingtips). There was also to be a three foot 

yellow band on the fuselage. Then, from 17
th

 June 1944 onwards, the uppersurface wingtips were 

extended to four feet inboard, with the three-foot fuselage band remaining. It is clear that these 

visibility measures – the three foot yellow fuselage band and four foot yellow wingtips – would 

have been applied over the brown and green camouflage on N5140.   

 

The Curr Mosquito (D15) 

 

Details 

Type: De Havilland Mosquito NF.II 

Serial: DD753 

Unit: No.54 OTU (Operational Training Unit) 

Flight: From Charterhall 

Location of crash: The Curr, Roxburgh 

Date of crash: 12/12/44 

John date of visit: 22/06/73 

 

Introduction - The two seat Mosquito was an extremely 

important asset to the RAF due to its high speed and 

versatility. Built mainly of wooden construction, the 

„Mossie‟ was a multi-role aircraft, with different 

versions fulfilling bomber, fighter bomber and 

reconnaissance roles. The night fighter NF.II version of 

the Mosquito was armed with a deadly combination of 

four Hispano 20mm cannon and four Browning machine 

Above (156): Here can be seen four 

Hispano 20mm cannons and four 

Browning machine guns on the nose of 

the Mosquito in the foreground. Note also 

the shrouded exhaust at the side of the 

Merlin engine.  
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guns. Many NF.IIs had an AI (Airborne Intercept) Mk.IV radar set which included an aerial under 

the wing (near the wingtips) and also on the nose.  

 

Crash details – In December 1944, Mosquito NF.II DD753 was serving with a training unit (No.54 

OTU) based at Charterhall near the village of Greenlaw in the Scottish borders. Twenty minutes 

into a night interception exercise the constant speed unit, which automatically changed the pitch of 

the propeller in order to maintain a constant engine speed, failed on one of the Merlin engines. The 

Mosquito subsequently crashed into high ground on The Curr (near Yetholm in Berwickshire) with 

the loss of both airmen.  

 

Note: Mosquito NF.II DD753 has a previous incident in 

July 1944; when serving with 141 Squadron at West 

Raytham in Norfolk, a belly landing was necessary due 

to the failure of the undercarriage.  

 

JM wreck diary  

 

„There are two craters filled with wreckage some 100 

yards apart. Both propeller bosses and blades remain 

although engines have been moved. Undercarriage legs, 

control surfaces, engine cowlings and many metal parts 

remain.  

 

„Flame dampers were fitted. On engine cowling was 

written “West Raynham”. On battery was written MAR 

1944. Ex 253 Squadron.‟ 

 

2008 Viking event comments  

  

„It was almost intact, this one, except for the engines 

which were presumably pinched for scrap. It is on Curr 

Hill in the middle of nowhere near Kirkyetholm not far 

from the Cheviots.‟ 

 

„It is very obviously a Mosquito…you can see from the 

flame damper. That used to cover the exhaust manifold 

so they could fly at night and the flames couldn‟t be 

seen.‟  

 

 

 

 

 

 

 

 

 

 

 

 

  

Left (159): The second 

propeller can be seen in the 

main impact hole in the 

foreground of this photo. 

Lying on the bank of the 

impact hole is armoured 

plating which was present 

behind the pilot‟s seat. 

(John Martindale) 

 

Above (157): One of the two propellers 

with three bent blades. It may have been 

the constant speed unit on this propeller 

which failed and precipitated the crash 

on The Curr.  

(John Martindale) 

 

Below (158): The curved shape of the 

flame damper from one of the two Merlin 

engines is recognisable here. The black 

paint used on the undersurfaces can be 

seen behind. 

(John Martindale) 
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Colours – The standard night fighter camouflage scheme 

employed upon Mosquitos since late 1942 featured Medium 

Sea Grey sprayed over with a Dark Green camouflage pattern 

on the upper surfaces. The green only came mid-way down 

the fuselage, with a straight non-feathered demarcation 

between the green camouflage at the top of the fuselage and 

the Medium Sea Grey on the bottom half of the fuselage. In 

this scheme all undersurfaces were black. The fuselage sides 

looked quite untidy because the black was applied only at the 

very bottom of the fuselage, with a meandering feather-edged 

divide between the black and the Medium Sea Grey. On 

a few Mosquitos the black did come midway up the 

fuselage, leaving a neat straight demarcation with the 

grey and green camouflage, but most had the less tidy 

scheme mentioned previously.  

 This scheme also included a Medium Sea Grey tail 

and spinners, black serial, red squadron codes, 

standardised fin flash of 24” height, 36” diameter Type 

C.1 fuselage roundels, Type B roundels on the upper 

wings and no roundels under the wings. The squadron 

code was LX but the individual code is unknown.  

 

Windy Rig Hampden (D16) 

 

Details 

Type: Handley Page Hampden Mk.I 

Serial: L4063 

Unit: 50 Squadron 

Flight: From Waddington 

Location of crash: Windy Rig near Cheviot 

Mountains 

Date of crash: 17/03/40 

John date of visit: 18/06/73 

 

Introduction – In 1932 the Air Ministry issued 

Specification B.9/32 calling for a twin-engine 

medium bomber. The two aircraft which were 

tendered - the Vickers Wellington and the Handley 

Page Hampden - were both ordered into production 

and widely used by the RAF in the early war years. 

It is the very narrow fuselage which provides the Hampden with its characteristic shape. Despite 

this slim shape it could carry the same bombload – 4,000 pounds – as the Wellington over a 

comparable distance. The slim fuselage had a few drawbacks, one being the cramped interior which 

prevented crewmen from changing positions. The more serious impediment which resulted from the 

slim design was the lack of suitable defensive armament, there being no tail turret as on 

contemporaries such as the Whitley and Wellington. It was this weakness which contributed to 

heavy losses at the hands of Luftwaffe fighters and rendered it unsuitable for day operations. The 

Hampden – named after the celebrated 17
th

 Century English patriot John Hampden - was used in 

night bombing operations until 1942, when heavy bombers such as the Stirling and Halifax took 

over the mantle of ops over Germany.  

 

Above (161): A 1/72
nd

 model of a Hampden 

made by John in the 1970s. It was painted as 

L4063 and used in a display in the Mitchell 

exhibition in 1974. The model was showing 

signs of wear and was repainted as the same 

subject by the author in 2013.  

(Dougie Martindale) 

 

Above (160): There appears to be either 

a rudder or an elevator present in the left 

side of this photo. We can see a little of 

the Medium Sea Grey on the right hand 

side of the control surface. The area 

which looks brown may be a very faded 

Dark Green paint or possibly the brown 

wood showing through. 

(John Martindale) 
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Crash details – In 1940 the Hampden was still very much an essential component of Bomber 

Command operations. One example, L4063 of 50 Squadron, departed from Waddington in 

Lincolnshire on the evening of the 16
th

 March on a security patrol of the islands of Heligoland in 

the North Sea. Upon returning from patrol at 13,000 feet in the early hours of the following 

morning, the crew were requested to descend to 2,000 feet. However, a faulty goniometer at the 

direction-finding station at Waddington resulted in an erroneous magnetic heading being 

transmitted to the crewmen in L4063. Therefore, rather than approaching Lincolnshire, where 2,000 

feet is a safe height, they were in fact flying towards the Cheviots, a range of hills which straddles 

the border between Scotland and England. In this location a height of 2,000 feet was clearly 

inadequate to maintain sufficient ground clearance. The four crewmen, completely oblivious to the 

peril they were in, struck Windy Rig just to the Scottish side of the border. There were to be no 

survivors as their unused bomb load exploded in the crash.  

 

JM wreck diary  

 

„A medium amount of wreckage remains, mostly in a shallow crater. No engines or undercarriage 

visible. Tail section has serial just visible. 

 

„Airborne from Waddington at 1915 17/03/40 for security patrol off Heligoland Bight. Returning on 

radio bearing at 13,000 feet. Asked to descend to 2,000 feet, contact lost when crashed at 0300. 

 

„RAF team from Topcliffe visited in 1969 and dug it out. One engine and tail etc removed to 

Henlow.‟ 

 

   

 

 

 

 

 

Recovery – According to John‟s wreck diary an engine and tail was removed in 1969. The parts 

may have been used in Brian Nichols‟ Hampden restoration project which is presently taking place 

at East Kirkby. Other possibilities are that the parts may reside in RAF storage or that they are to be 

used in the restoration of Hampden P1344 that is currently taking place by apprentices at the 

Michael Beetham Conservation Centre at RAF Cosford. 

  

Above left (162): A large crater with an assorted 

mass of wreckage from Hampden L4063. 

According to John there was a rumour that the 

Germans had bent the beams. However the true 

cause was a faulty magnetic bearing which took 

the crew so very far off course. 

(John Martindale) 

 

Below left (163): In the Viking event John 

commented on this photo: „The giveaway that it 

is a Handley Page [is a] silver painted main 

spar‟ and „The criss-cross shows it is a 

Hampden.‟  

(John Martindale) 
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Colours – The Hampden would have 

had the standard night bomber scheme 

of Dark Earth / Dark Green, with 

black undersurfaces. The divide 

between the upper and lower colours 

was at the bottom of the fuselage. The 

aircraft would have had Type A.1 

roundels on the fuselage, Type B on 

top of the wings and none underneath 

the wings. On both tails (on the inside 

and outside surfaces), there would 

have been the non-standardised fin 

flashes in which the red extended to 

the front of the tail surface. The squadron code in 1940 for 50 Squadron 

was VN but the individual code for L4063 is not given in available 

sources. L4062 appears in a photo with the code VN-A so if the Hampdens in the squadron had 

been coded sequentially then L4063 would have been VN-B. This evidence is, to say the least, 

somewhat tenuous, and a different code may well have appeared on the fuselage when this aircraft 

was lost in the Borders in March 1940.   

 

Kielder Forest Halifax (D17) 

 

Details  

Type: Handley Page Halifax Mk.V   

Serial: DK116 

Unit: 1667 HCU (Heavy Conversion Unit) 

Flight: From Sandtoft 

Location of crash: Caplestone Hill / east of 

Glendhu Hill (now Kielder F 

orest), Northumberland 

Date of crash: 15/10/44 

John date of visit: 02/09/73 

 

Introduction – The subject of this crash site in 

what is now Kielder Forest in the north-east of 

England is Halifax DK116. The Halifax was the 

second of the three legendary four-engine heavies 

which were utilised with deadly effect over 

Germany by Bomber Command. The 6,000+ examples served within fifty-five squadrons and could 

carry a payload of 13,000 pounds. The type was updated due to several problems which became 

apparent in operational use. The modifications included different engines, undercarriage, tail fin 

shape and nose type, some of which shall be discussed later. 
 

Crash details – Designed by Handley Page but built by Fairey, DK116 was part of 1667 Heavy 

Conversion Unit based at RAF Sandtoft in Lincolnshire. This was one of many HCUs which 

converted pilots from smaller aircraft onto the heavy four-engine bombers such as the Halifax. 

Technical failures were commonplace in this unit, as were accidents and losses. There were a 

number of problems which students could face in flight. One problem was that the Merlin XXs 

were prone to engine failure due to soaring temperatures. It was this issue which occurred to DK116 

during a night time navigational exercise in October 1944. There was a frantic attempt to extinguish 

the fire which broke out in the inner port engine but the engine continued to burn. Fearing that there 

would be an explosion any moment, the pilot ordered the crew to bale out. Three of the seven men 

Above (165): A Tollerton nose conversion set by 

the aftermarket company Freightdog was used in 

order to depict DK116. Another modification 

which was required was the removal of the 

dorsal turret.  

(Dougie Martindale) 

Right (164): This section is 

from the nose of the 

Hampden, which along with 

the rest of the fuselage was 

very narrow for a medium 

sized bomber. At the bottom 

can be seen a piece with the 

brown and green camouflage, 

whereas the top shows the 

inside area of the nose.  

(John Martindale) 
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Above right (166): A significant amount of wreckage was 

visible in the visit by SWAIG personnel to Kielder Forest in 

the 1970s. This spot on Capleston Fell was not forested in 

1944, with trees only being planted a few years later. 

(John Martindale) 

 

Right (167): At the left side of this photo is a piece of 

wreckage with red paint visible. This is very likely to be 

the Type B roundel which was used on the top wing 

surfaces of RAF aircraft. A piece of DK116 with an RAF 

roundel presently exists in the North East Aircraft Museum 

in Sunderland. It could be that this photo shows the 

museum exhibit when it was still present in the Kielder 

Forest. 

(John Martindale) 

on board managed to escape and drift down to safety via parachute. But the other four men, who 

presumably did not have time to exit, were still inside the Halifax when it crashed into Caplestone 

Fell.  

 The noise of the crash was heard by a nearby shepherd, who walked a half mile to the impact 

point to find the wreck and the three survivors who had parachuted to safety. People in Kielder 

village also heard the Halifax flying overhead and the subsequent crash. Guided by the flames 

which illuminated the night sky, a group of villagers walked five miles towards the crash site. There 

they found a mass of burning wreckage and the tail section of the bomber sticking up. They also 

found the shepherd who was at that point attending to the three survivors. One of the crewmen 

could not walk and so he was carried down to a waiting ambulance.  

 

Kielder Forest – A significant amount of wreckage was present at Caplestone Fell. The area was not 

forested at that time so there were no trees to hide the wreck. The wreck kept being seen from the 

air by pilots who presumed that the aircraft they spotted had just crashed. To prevent further reports 

of this nature, the Halifax was covered by camouflage wire netting by an RAF team. It would be the 

late 1940s and 1950s before the trees in this area were planted to form the forest (Kielder Forest) 

which presently covers this area. 

 

Wreck – It will surely be recalled that human remains were found at the Loch Enoch Whitley. 

Unfortunately this also occurred when members of SWAIG visited Kielder Forest in the 1970s. 

Acting in a reverential manner, they replaced all items in exactly the same positions, said a few 

appropriate words and departed respectfully. Crucially they reported their grisly find to the relevant 

authorities. According to a newspaper report - „Bomber Crash Probe By Experts‟ – it was stated 

that „some bones, possibly from a human foot, were unearthed by a party of enthusiasts who chart 

the location of wartime crashes.‟ It is very likely that this relates to the visit of SWAIG to the 

Halifax wreck. Action was subsequently taken by the authorities as it was also stated that „The 

bones are being examined by forensic scientists and a pathologist.‟  

 

JM wreck diary  

 

„Large pieces of broken aircraft lying half buried among 

trees. Green / brown / black c/s [colour scheme] with wavy 

camouflage line. Prop blade and radiator from Merlin 

found…Many bullets etc…From 1667 HCU Sandtoft 

15.10.44 22.20 hours. Engine fire at 12,000 ft. Code may 

have been GG-Z.‟  

  

 



 

Martindale’s Marauders Page 105 
 

Recovery – There was an attempt in the 1970s 

to remove some wreckage but most remained 

until the 1980s, when a museum was 

permitted to recover a Merlin engine which 

had been buried in the peat. At some stage a 

wing section was removed and is now present 

at the North East Aircraft Museum in 

Sunderland. 

 

Tollerton nose – The earliest versions of the Halifax had 

three Boulton Paul turrets: one in the nose, one in the dorsal 

position and a four-barrelled version in the tail. It was found 

that there was a tendency to spin uncontrollably when fully 

loaded so it was necessary to reduce weight and 

aerodynamic drag. Halifaxes such as DK116 had the 

Boulton Paul turret at the front removed and replaced with a 

smooth faired area. This was Modification 398, more 

commonly known as the Tollerton nose (after Tollerton 

Aircraft Services, which made the first conversion) or 

simply the „Z fairing‟. The Tollerton nose was merely an 

interim measure applied to existing airframes. New builds 

featured a more aesthetic nose in the form of a single 

Vickers K gun within a moulded plastic nose cone.  

 

Tail shape – Another major change with the Halifax was in 

regard to the shape of the tail fins. Under certain conditions 

rudder stalling was an issue with the early triangular tails. 

This was cured on new build aircraft by the introduction of 

rectangular shaped tail fins. Existing airframes such as 

DK116 retained the triangular shape. 

  

Undercarriage – On several occasions when visiting crash 

sites, John used the undercarriage to determine the mark of aircraft. This was apparently the case 

with the Kielder Forest Halifax since John noted in his wreck diary that the „u/c makes it a Mk. V‟. 

The Halifax Mk.V was essentially the same as the Mk.II in all respects except for the undercarriage. 

The undercarriage on the Mk.IIs was built by Messier but since these were in short supply a new 

mark (the Mk.V) was introduced which utilised a different type which was manufactured by Dowty. 

 

Colours – The earliest Halifax bombers had a wavy demarcation line between the brown / green 

camouflage and the black paint which was located midway down the fuselage sides. The wavy 

demarcation line was then moved much higher up the fuselage sides. In around 1941 or 1942 the 

wavy demarcation line was changed to a straight demarcation line, which remained the norm for the 

rest of the war. In John‟s diary it is mentioned that the camouflage was „green/brown/black…with 

wavy camouflage line‟. Given that the crash occurred so late in the war (October 1944), DK116 

would have had a straight demarcation line between the black and the camouflage colours. This is 

evidenced in Air Ministry Order AMO A.864/44, dated 7
th

 September 1944, which specifies the 

high demarcation line (Pattern 2). It could be that the 1944 paint may have weathered away to the 

reveal the wavy line which was used on DK116 earlier in the war. 

 The dull red squadron codes may have been GG-Z, though KR and LR were also used by this 

unit. There would be Type C.1 fuselage roundels, Type B upper wing roundels and the standardised 

fin flash on both tails. 

Above (168): This black fuselage 

section might well be the tail section 

which was observed to be sticking 

up by the local villagers when they 

arrived on the scene. 

 

Below (169): Ground crew working 

on a Merlin XX engine. The 

Tollerton nose was an interim 

measure which consisted of a bomb-

aimer‟s panel at the bottom and the 

top being completely faired over. 

Many Halifaxes also had the dorsal 

turret removed at the same time. 
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Apedale Javelin (D18) 

 

Details 

Type: Gloster Javelin FAW.5 

Serial: XA662, coded N 

Unit: 228 OCU (Operational Conversion Unit) 

Flight: From Leeming 

Location of crash: Apedale, North Yorkshire 

Date of crash: 29/09/59 

John date of visit: 27/07/90 

 

Crash details - Gloster Javelin XA662 crashed 

in September 1959 during a training flight from 

RAF Leeming when an engine fire developed in 

one of the Armstrong Siddeley Sapphire turbo 

jets. Both crewmen managed to eject safely from the delta shaped jet fighter, including a navigator 

from the USAF who was nearing the end of his tour with 228 OCU.  

 „Considerable remains‟, including the centre fuselage, were found in 1990 during a family 

holiday to the Yorkshire Dales. 

 

Colours – XA662 would have appeared in the standard colours of the day, these being Dark Sea 

Grey and Dark Green camouflage on the uppersurfaces and silver on the undersurfaces. Type D 

roundels were present above and below the wings and on the nose (just behind the black nose cone). 

The fin flash was very large, as befitting the massive tail on the Javelin. The white code N would 

have appeared either behind the nose roundel or alternatively on the tail. The serial was present in 

black under both wings and in white on either side of engine, just behind engine intake. The badge 

of No.137 (Shadow) Squadron, which featured a horse head in black with a white mane, was 

located behind the fin flash. 

 

Others 

 

Although not covered in this booklet, the other wrecks in John‟s diary are listed here – 

 

 Anson DG787 on Corserine (crashed 25/10/42, found 01/04/73) 

 Anson EG693 on Craigronald (crashed 06/12/44, found 12/08/73) 

 Anson MG356 on Bennanbrackie (crashed 21/07/44, found 08/04/73) 

 Auster Workmaster G-APMJ on Dungeon Hill (crashed 18/10/63, found 1974) 

 Beaufighter X7764 on Auchingilloch Hill (crashed 21/07/42, 08/03/76) 

 Bobcat 42-58513 at Craigton Dam (crashed 24/05/44) 

 Dragonfly G-AEHC on Cairn Darnan (crashed 02/02/37) 

 Firefly PP566 on Meikle Bin, Campsie Fells (crashed 08/01/50, found 14/11/71) 

 Harvard FT401 on Little Knock (crashed 16/01/53, found 30/01/72) 

 Hudson N7235 near Loch Bradon (crashed 03/03/41, found 29/10/71) 

 KB-29 44-83950 near Carshairn (crashed 07/07/51) 

 Lockheed 14 G-AFKD near Loch Lomond (crashed 24/04/40, found 08/12/74) 

 Martlet JV499 on Blackside Hills (crashed 02/12/44) 

 Missel Thrush G-EBPI at Broad Law, Tulla (20/07/28) 

 Mosquito DD795 on Corserine (crashed 20/01/44, found 06/05/73) 

 Prentice G-AOLR on Kilsyth Hills (crashed 30/07/61, found 14/11/71) 

 Typhoon R8971 on Benty Cowan Hill (crashed 20/02/44, found 15/04/71) 

 Typhoon MN532 on Stony Hill near Muirkirk (crashed 27/03/45, 29/07/69) 

Above (170): An advanced design for its time, the 

twin seat Javelin was used in the all-weather 

interceptor role until it was replaced by the 

Lightning. The shape of the Javelin is very 

distinctive, consisting of a delta wing, T-tail and 

very large tail fin.    

 



 

Martindale’s Marauders Page 107 
 

Part IX – Scottish Island Wrecks 
 

he comparative inaccessibility of the Scottish islands mean that aircraft wrecks tend to be 

visited less often than those on the mainland. However, as with mainland wrecks, much of the 

island wreckage has been recovered, either by legal or illegal means.  

 The wrecking activities by SWAIG in the 1970s tended to cover mainland wrecks. For this 

reason it was only in relatively recent times that John ventured out to island wreck sites.  

  

Islay Beaufighter (E1) 

 

Details 

Type: Bristol Beaufighter T.F. Mk.X  

Serial: LX946 

Unit: No. 304 Ferry Training Unit 

Location of crash: Maol Mheadhion, Islay 

Date of crash: 12/09/43 

John dates of visit: 05/04/99, 03/06/07 

 

Introduction - The Bristol Beaufighter was a 

very formidable aircraft, both in looks and 

capability, and was used in various roles such as 

night fighter, long range desert fighter, anti-

shipping and lastly as a target tug. The initial 

design, the Mk.I, was heavily armed, with four 20mm cannon in the nose, four machine guns in the 

starboard wing and two machine guns in the port wing. The T.F.Mk.X (with T.F. denoting torpedo 

fighter) entered service in June 1943 and was used to great effect in the anti-shipping role, attacking 

and sinking many U-boats in the Bay of Biscay. This variant could carry a torpedo and as a result 

was dubbed the „Torbeau‟. The Mk.X remained in the ranks of Coastal Command until 1950, while 

target tug Beaufighters soldiered on until eventual retirement in 1960. 

 

Crash details – When Beaufighter LX946 was lost during September 1943, the aircraft was assigned 

to No. 304 Ferry Training Unit, commanded at that time by the pioneer of Scottish aviation Eric 

Starling. According to the website www.yorkshire-aircraft.co.uk several Beaufighters took off from 

Port Ellen on the Scottish island of Islay on a night exercise. One aircraft, LZ146, crashed on take-

off. It is speculated that the Canadian pilot on board LX946 was distracted by the crash of his 

comrade and failed to achieve enough height in the climb after take-off. We cannot be certain this 

was the cause, but what is evident is that both the pilot and navigator died when LX946 impacted at 

a height of 850 feet upon Maol Mheadhion.    

 

Wreck visit – In April 1999 John and fiancée Barbara travelled to Barbara‟s home town of Port 

Ellen. Situated on Islay, the island famous for a number of quality whisky distilleries, Port Ellen is 

at the southern end of all of the Inner Hebridean islands. Other than Arran, John had not previously 

ventured to any of the isles so there was plenty of scope for new hillwalking grounds upon the 

rugged hillsides of Islay. It was at this point that John got up to his old tricks by trying to find his 

first „new‟ wreck in Scotland since the 1970s. Both he and Barbara took to the picturesque hills of 

Islay in a hunt for Beaufighter LX946 on Maol Mheadhion. With insufficient information at their 

disposal, their first attempt was unsuccessful. Not to be deterred, Barbara asked her cousin who put 

them in touch with a gentleman with knowledge of the Islay wrecks. In the telephone conversation 

with John, the gentleman was guarded and clearly taciturn about any providing information. This 

reticence was based in solid reasoning for in the past he had provided details to an individual who 

had subsequently removed wreckage from the site. It was the age-old case of wreckage going 

T 

Above (171): A Beaufighter Mk.X with a fuel tank 

on the underside of the fuselage and rockets on the 

underside of both wings. Note the twelve degree 

dihedral on the tailplane, which was introduced for 

increased stability.  

 

http://www.yorkshire-aircraft.co.uk/
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„walkies‟ off the hill to pastures unknown. Quite obviously the gent had no wish for a repeat 

occurrence so the call ended with John having gained no useful details. At this point the gentleman 

found John‟s name in his crash wreck literature (presumably David J. Smith‟s books) whereupon 

there was a prompt reversal of attitude. He called John back and this time the previous reticence 

was replaced with a profusion of information. Armed with specific information John and Barbara 

set off for Maol Mheadhion once again, whereupon Barbara spotted a shiny piece of metal that 

indicated the location of the crash site. 

 

Colours – In 1942, Coastal Command Beaufighters were painted in the standard Temperate Sea 

Scheme of Extra Dark Sea Grey / Dark Slate Grey with Sky undersurfaces, with the division near 

the bottom of the fuselage. On the 23
rd

 February 1943 Dark Sea Grey was eliminated, with the 

upper surfaces being Extra Dark Sea Grey and the lower surfaces changed to white. On the 3
rd

 

November 1943 this was changed to the more familiar scheme of Extra Dark Sea Grey and Sky 

undersurfaces. It is this latter scheme which was used for the rest of the war and features on 

countless T.F. Mk.X models.  

 Since LX946 crashed before the November 1943 order date, then according to regulations this 

aircraft would have been in the little known Extra Dark Sea Grey and white scheme. In this unusual 

scheme, much of the aircraft was actually white. On the fuselage, only a very narrow area, forward 

of the observer window, was dark grey, with everything else including the tail being white. On the 

wings, dark grey was only applied behind the leading edge boundary (which was around a foot and 

a half back from the leading edge of the wing). Everything else, including the entirety of the engine 

nacelles, was white. Even the engine cowls at the front, normally left unpainted, were painted white. 

At the time of loss, LX946 would have had 63” Type C.1 fuselage roundels, 63” Type B 

roundels on the upper wing and the standardised fin flash on the tail. The serial would have been 

painted in Light Slate Grey under the tail and the propeller spinners would have been white.  

Islay Firefly (E2) 

 

Details 

Type: Fairey Firefly A.S. Mk.V 

Serial: WB336 

Unit: 719 Naval Air Squadron 

Flight: From Eglinton, Northern Ireland 

Location of crash: Beinn Uraraidh, Islay 

Date of crash: 25/09/51 

John dates of visit: 26/05/02, 03/06/07 

Above left (172): The white wreckage confirms that 

the little known white colour scheme was employed 

on Beaufighter LX946 at the time of the crash. 

(John Martindale) 

 

Below left (173): The round piece of wreckage is a 

collector ring which was located at the front of one of 

the two Bristol Hercules engines. The exhaust of the 

Beaufighter consisted of an aerodynamically shaped 

collector ring which was cooled by the airflow. 

These rings were often unpainted steel but in the 

white Coastal Command scheme they were painted 

white. One of the two Bristol Hercules engines was 

recovered from the crash site at some stage in the 

past. 

(John Martindale) 
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Introduction – There are at least two Fairey Fireflies on the 

mainland hills of western Scotland, one on Meikle Bin and 

another on Blaeloch Hill. Both are reasonably accessible and 

were visited by John in the 1970s. It would be many years 

before he found a third Firefly, WB336. This occurred in 

2002, during another visit to Barbara‟s home island of Islay. 

Five years later John returned to the Islay Firefly with his 

plane spotting friend Hugh Morton to revisit the site.  

 While DT977 on Blaeloch Hill and WB336 on Beinn 

Uraraidh are both Fireflies, there is actually a large difference 

between each aircraft. As previously covered, DT977 was a 

fighter which served in wartime operations from an aircraft 

carrier. In contrast, WB336 was a post-war radar-equipped 

anti-submarine aircraft which first flew on the 12
th

 December 

1947. The detection equipment for the A.S. Mk.V radar on 

board WB336 was housed in large bulbous fairings at the front 

of both wings. The aircraft had clipped wings, which were 

capable of folding parallel to the fuselage, and a dorsal fin on 

the tail to improve lateral stability. The engine was a much 

more powerful version – a 2,245 hp Griffon 74 with a four-

bladed propeller - as opposed to the 1,730 hp powerplant on 

DT977. This new engine made for significant external 

differences at the front of the aircraft. The radiator was now housed 

on both wings (on the leading edge near the wing root) leaving the 

nose free from this feature. The A.S. Mk.V variant could also carry 

depth charges and sonobouys and served in the Korean War. 

  

Crash details - The website Peak District Air Crashes is a valuable 

source of information regarding the loss of Firefly WB336 in 

September 1951. According to the website, the two Australian 

crewmen on board the aircraft took off from Eglinton in Northern 

Ireland on an anti-submarine patrol 

exercise. During this exercise they were 

advised not to fly below the safety height of 

3,000 feet. This instruction cannot have 

been adhered to for they struck Beinn 

Uraraidh, a hill of only 1,496 feet, which 

was obscured by cloud. Readers who wish 

to learn more about this accident (and others 

in Scotland) are directed to the Peak District 

website.  

 

Wreck - Photographs of the wreck site in 

2007 show a reasonable amount of 

wreckage remaining which included a large 

section of the port wing, an undercarriage 

leg, arrestor hook, propeller boss and three 

propeller blades. The tail fin, which had 

been present on-site in the latter decades of 

the last century, was not photographed and 

was therefore probably absent in 2007.  

Above (175): An undercarriage leg from WB366. 

(John Martindale) 

 

Below (176): The three propeller blades, having been 

screwed out of the propeller boss, lie together. The two 

rusted shapes above may belong to the naval aircraft‟s 

arrestor hook. 

(John Martindale) 

 

Above (174): Hugh Morton looks 

upon the port wing of the Beinn 

Uraraidh Firefly in June 2007. 

Unlike many early Fireflies, 

WB336 had power-assisted 

folding wings. The spotters also 

found Beaufighter LX946 on 

Maol Mheadhion during the same 

period. 

(John Martindale) 
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Colours – The paint colours and markings of the post-war WB336 was also very different from the 

wartime DT977. On the 1
st
 October 1946 Fleet Air Arm aircraft were changed to the Extra Dark Sea 

Grey and Sky scheme. The dark grey appeared on the top quarter of the fuselage and wings, with 

the undersurface sky extending up to around three quarters of the fuselage sides. Fireflies serving in 

the Korean War had black and white identification stripes on the fuselage and wings but as WB336 

was serving domestically in a training capacity it would not have been adorned with this feature. 

WB336 would have Type D roundels on the fuselage and at the edge of both the upper and lower 

wings. The 48” serial was added in black under both wings and the title „ROYAL NAVY‟ was 

placed above the serial at the rear of the fuselage. The code for Eglinton – GN - would have been 

applied in black on the tail and there would also be a three-digit number (starting with 2) in black 

applied to the fuselage.  

 

Arran B-24 (E3) 

 

Details 

Type: Consolidated B-24D Liberator 

Serial: 42-41030 

Unit: None 

Flight: Gander to Prestwick 

Location of crash: Beinn Nuis, Arran 

Date of crash: 20/08/43 

John dates of visit: 29/07/04, 26/08/06 

 

Introduction - The design of the B-24 

Liberator was dominated by the type‟s high 

wing, which left room for a spacious bomb 

capacity. The other key component of the B-

24 was the very efficient aerofoil produced 

due to the relatively thin wing. Such 

characteristics allowed it to have a greater 

range, heavier payload and faster speed than 

the Boeing B-17. But the B-17 Flying Fortress 

had its own advantages such as being able to fly higher, a key advantage when trying to dodge flak 

and fighters, and a thicker wing which could withstand more punishment. Although both types had 

their individual merits, it can be said that the B-24 Liberator never captured the imagination of the 

American public in the way that the B-17 did. There are several reasons for this, one being that the 

B-17 has sweeping graceful lines that are pleasing to the eye. As a result the B-24 was, and forever 

will be, overshadowed by the Boeing aircraft. Despite the public perception and the complexity 

involved, Liberators were built in vast quantities, with the tally of 19,203 being the highest of any 

heavy bomber in history. 

 

A dangerous peak – The proximity of the soaring peaks of Beinn Nuis to the transatlantic airfield at 

Prestwick has proved to be fatally dangerous for a high number of American aircrew. Indeed the 

Arran peak has become a graveyard for twenty-eight American crewmen who perished in three 

separate aircraft crashes. As covered in this section, the first crash took the lives of ten men in B-24 

42-41030 during August 1943. Just over a month later a Lockheed Lodestar also crashed on Beinn 

Nuis after take-off from Prestwick, claiming seven more lives. The following year eleven more men 

died when B-17 42-97286 crashed into the very same peak.  

 

Crash details – According to the excellent Peak District Air Accident Research website, 42-41030 

was one of twenty-three B-24s making a transatlantic ferry flight from Gander in Newfoundland to 

Above (177): As covered earlier in the LB-30 section, 

the American insignia used at the start of the war had 

a red circle inside the star. When the USAAF 

succeeded the USAAC in May 1942, the red circle 

was removed because it was thought that it was too 

similar to the red circle insignia (hinomaru) on 

Japanese military aircraft. This olive drab B-24 photo 

shows this second version with no red circle. When 

42-41030 was lost in September 1943 the aircraft had 

the third version, with wings (or „bars‟) on either side 

of the star and a red perimeter around the edges.  
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Prestwick. On board the Liberator, Radio Operator Moore reported that they were flying at 4,500 

feet some ten miles from Prestwick. This position would be directly over the Firth of Clyde, a short 

distance from the dangerously high peaks on Arran, so the tower at Prestwick advised the crew 

aboard the B-24 to maintain altitude. However, when the American bomber descended through the 

low cloud that was obscuring the mountains, it impacted upon Beinn 

Nuis with the loss of all on board. Three days later a shepherd found 

the remains of the B-24 and her ten crewmen. 

 

Note 1: Beinn Nuis was a topic of discussion between John and 

author David J. Smith in 1977, with David writing: „There is 

definitely a B-24 on Nuis but I‟m not so sure about the B-17. One 

crashed on Skye the same day and there may be confusion.‟ 

 

Note 2: The website Peak District Air Accident Research includes a 

poignant photo of the crew before they departed from the States to 

the UK.  

 

 

 

 

 

 

 

 

Colours – There were two well-known schemes used upon B-24s and B-17s of the USAAF: the 

early olive drab scheme and the later silver bare metal scheme. The date when the order was issued 

for the transfer from olive drab to silver is given as the 26
th

 December 1943. As the crash of 42-

41030 took place before this date it is clear that the B-24 would be in the early scheme. This 

consisted of Dark Olive Drab (shade 41) extending nine tenths down the fuselage, with Neutral 

Grey (shade 43) underneath. The sides of the fuselage underneath the high wing were Olive Drab, 

as were both tails. 

 In regard to the insignia, the Type 3 version of the USAAF insignia (with bars on either side 

of the star and a red outline around the perimeter) was introduced on the 30
th

 June 1943. Then, on 

the 14
th

 September 1943, the Type 4 was introduced; this version replaced the red perimeter with a 

blue perimeter and became standard for the rest of the war. Since this accident occurred in August 

1943, it would seem that the Type 3 insignia would have been present on the fuselage sides, on top 

of the port wing and on the underside of the starboard wing. 

 According to standard USAAF practice, the serial applied to the aircraft dropped the first 

number and the dash. Therefore the serial on the tail was marked as 241030 rather than 42-41030. 

As the B-24 had yet to be assigned to a squadron, it is likely that there would be no squadron or 

wing markings.   

Above (178): The photos from John‟s 2006 trip to Beinn Nuis 

include both the B-24 and B-17 wreckage. It is very difficult to 

determine which photos show each bomber. To resolve this 

issue, I had to resort to my father‟s old trick of using the 

undercarriage for identification. This shot shows a B-24 

undercarriage leg, characterised by the curve of the leg above 

the wheel. 

(John Martindale) 

 

Left (179): This shot shows the other undercarriage leg from B-

24 42-41030. Initially this was confusing because it does not 

include the curved section evident within the other image. 

However, this piece shows only the top section of the 

undercarriage, with the curved leg section lying elsewhere. 

Being a large, high wing design, the B-24 featured very long 

undercarriage legs.  

(John Martindale) 
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Arran B-17 (E4) 

 

Details 

Type: Boeing B-17G Flying Fortress 

Serial: 42-97286 

Unit: 560
th

 Bombardment Squadron, 

USAAF 

Flight: Knettishall to Prestwick 

Location of crash: Beinn Nuis, Arran 

Date of crash: 10/12/44 

John date of visit: 26/08/06 

 

Introduction - The Boeing B-17 was 

used throughout the strategic bombing campaign of Germany by the USAAF. Despite being known 

as the „Flying Fortress‟ due to numerous defensive gun positions, the heavy bomber still had great 

difficulty in thwarting the attentions of Luftwaffe fighters during daylight operations over mainland 

Europe. Heavy losses were sustained until protection was afforded by long-range escort fighters 

such as the P-47 and P-51. With a reputation of being able to withstand battle damage and repeal 

attacking fighters due to multiple gun positions, the B-17 adopted iconic status and became a 

symbol of American air power. The high number of guns had to be manned, with the complement 

of ten being three more than a Lancaster or a Halifax. These extra three men mattered a great deal, 

for when a B-17 went down there would be a loss of ten men. 

 

Crash details - The second accident on Beinn Nuis to be covered in this booklet involved Boeing B-

17 Skipper “An” The Kids of the 560
th

 Bombardment Squadron. The particular aircraft, 42-97286, 

was a combat veteran of some sixty missions, each of which had been very dangerous. In command 

was pilot Captain John Littlejohn who had already flown a full tour, which at that time in the 

USAAF consisted of 25 daylight missions. And yet it was not flak or Luftwaffe guns which would 

spell the end for the combat veteran 42-97286 or for Littlejohn, rather it was a non-operational 

cross-country navigational training flight in the weeks before Christmas 1944.  

 There were several factors involved in the flight from the squadron base at Knettishall in East 

Anglia to Prestwick. With so many missions under her belt, Skipper “An” The Kids required a long-

range test flight to ensure her airworthiness. Another was to provide an exercise for the rookie crew 

who were, it was assumed, going to fly the bomber on their very first mission over continental 

Europe. Littlejohn, as a highly experienced pilot with a full tour under his belt, was the commander 

of the aircraft who was tutoring the pilot and co-pilot throughout the flight. There were also two 

rookie navigators being tutored by a veteran navigator. One of the reasons for Prestwick being the 

stopover was in relation to the two passengers on board. The first passenger was a young ground 

crewman who was desperate to visit his girlfriend at Prestwick and the second a Flight Surgeon 

assigned five days temporary duty at the Ayrshire base. But the additional reason which is often 

related in regard to the final flight of Skipper “An” The Kids is that the flight was reputed to involve 

a whisky run to Scotland to stock up on scotch for the Christmas party to be held on the base. 

 With eleven men on board, the B-17 took off from Knettishall at 1058 with an estimated time 

of arrival at Prestwick of 1230. During the flight, radio silence was to be maintained to keep their 

training under operational constraints. There was also a constant cloud cover which prevented any 

of the crew checking their dead reckoning during the flight. A few hours into the training exercise, 

while still enveloped in heavy low-lying cloud, the pilot began to descend when it was thought that 

they were nearing Prestwick. The main issue was that the weather forecast they had been given was 

not the same as the conditions actually present at the time. The wind strength was forecasted at 25 

mph from the north-west and the navigators would have performed their dead reckoning on those 

figures. However, the actual wind conditions were 18 mph from the east, meaning that the B-17 

Above (180): Seen here at Duxford is B-17 Sally B, a 

stalwart of the UK airshow scene.  

(John Martindale) 
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would have drifted several degrees farther to the left (to the west) than realised. The other 

significant consequence of the difference between the forecast and the actual conditions was that the 

aircraft would have encountered less of a headwind and would have arrived over Prestwick much 

earlier than planned. The result was that the B-17 flew through a snow storm past Prestwick and 

directly towards the 2,598 feet high Beinn Nuis. Almost certainly the crew had no idea of their fate 

when they struck the granite face of the mountain head on. All eleven men died when the aircraft 

exploded and was spread over a quarter of a mile from the point of impact. 

 The accident report suggested that USAAF combat crews who intended to fly to Prestwick 

should familiarise themselves with the navigational aids, have all the appropriate maps and charts, 

and be fully briefed about the weather 

conditions. In Chapter Seven of the highly 

recommended Eighth Air Force Bomber 

Stories, Ian McLachlan presents a detailed 

and very important contribution in regard to 

the findings of the accident report. 

McLachlan makes a very convincing 

argument that it was completely unfair to 

blame the crew, arguing that the cause was 

due was an inaccurate weather forecast (the 

accuracy of which was impossible given the 

many factors involved) coupled with the crew 

operating under operational constraints 

during the navigational exercise.  

 Three days after the accident, the weather cleared sufficiently for an air search of Arran to 

commence. The search by air continued for a week but was abandoned when no trace of the bomber 

could be found. Police and local Home Guard personnel continued the search in the winter, with the 

wreckage quite likely obscured by snow. It would be the 3
rd

 March 1945, nearly three months after 

the crash, before a Brodick resident would find Skipper “An” The Kids and her eleven crew.  

 Like so many wartime fatal crashes, whether at the hands of the enemy or otherwise, the 

ambitions of so many young men were thwarted. In this case, Littlejohn never got to rotate back to 

the States, the rookie crew never managed to fly even one mission over Germany, the ground 

crewman never visited his Scottish sweetheart and the Flight Surgeon never worked his five days 

spell at the Prestwick base. And, less importantly, an alternative source of whisky had to be found 

for the Christmas party at Knettishall. 

 

Recovery – In late 1988, the author Ian McLachlan and members of the East Anglian Aircraft 

Research Group found the wreck. At that time they discovered the tail fin and parts of the ball turret 

and took away some parts that were light enough to remove. Having secured the necessary 

permissions, a recovery operation was organised in 1990 using a Sea King from Prestwick. In the 

1990 visit, the same group discovered a machine gun from the waist position, a fuselage section 

which included the star and bar insignia, two horizontal stabilisers and a fully inflated tail wheel. 

The group were readying heavy items to be airlifted away by Sea King but the airlift was cancelled 

when the navy helicopter had to attend an emergency rescue call. Meanwhile, a mysterious figure 

on the mountain was watching the activities of the group. The group hid some artefacts in the valley 

but when they returned the next day they found the items had been pilfered. Quite obviously the 

furtive character had been busy in the intervening period. The theft was reported to the police, who 

subsequently found the walker and recovered the stolen items. However, other items which had 

been hidden in a ditch, including the horizontal stabilisers and a propeller boss and blades, were 

unearthed by parties unknown. The propeller blades were hacksawed off and one of the stabilisers 

removed from the site. These items had been intended to be displayed in museums in England but 

due to the theft and vandalism they cannot be found in such an appropriate museum venue.  

Above (181): An in-flight photo of Skipper “An” The 

Kids, with her ball turret on the underside pointing 

directly downwards. The black square with white H on 

the tail is the markings of the 388
th

 BG. 
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Colours – As mentioned previously, the Olive Drab on American bombers was changed to silver 

bare metal on the 26
th

 December 1943 (though in practice some B-17s had dispensed with the Olive 

Drab as early as May 1943). One reason for the change was that the bare metal scheme increased 

speed slightly and reduced production man hours. It is clear, therefore, that in December 1944 

Skipper “An” The Kids would be unpainted bare aluminium, with the USAAF insignia on top of the 

port wing and on the underside of the starboard wing. The distinctive nose art for Skipper „An The 

Kids adorned the starboard side of the nose, just behind the Perspex nose cone. The text was slanted 

at an upward angle, with the text having a shadow effect just below and to the left.  

 The thousands of bomber aircraft within the USAAF were divided into different groups 

according to a set hierarchical structure. 42-97286 was a member of the 560
th

 Bombardment 

Squadron within the 388
th

 Bombardment Group, which itself was within the 45
th

 Combat Wing; this 

wing was part of the 3
rd

 Air Division within the 8
th

 Air Force. The hierarchical complexity required 

a system of markings to allow for identification of aircraft when forming battle formations over 

England and during the bombing missions. In 1943 aircraft of the 8
th

 Air Force introduced a system 

in which each Air Division was allocated a symbol and each Bomb Group was allocated a letter. In 

this system, the symbol for the 3
rd

 Air Division was a square. The 388
th

 Bombardment Group 

markings consisted of two thick black horizontal bands, one at the bottom of the tail and another 

near the top. In between these bands was a black rectangle with a white H (the square denoted the 

3
rd

 Air Division and the H denoted the 388
th

 Bombardment Group). However, a photo of 42-97286 

shows the black square with white H but without the bands on the tail. It can be seen in the same 

photo that the serial number (297286) is beneath the square, with the black letter L below the serial. 

To summarise the tail markings, the photo shows, from top to bottom: a black square with white H 

inside; black serial 297286; black letter H; and no black bands. 

 The identification markings for Skipper „An The Kids also called for two black bands on the 

top of the starboard wing, with the innermost band being aligned with the inside of the aileron. Near 

the starboard wing tip there was to be a black square with a white H. Although the squadron letter 

was usually carried on the fuselage, no code can be seen in the photo. 

 

Above right (182): In this photo we can see a 

vertical undercarriage leg of B-17 42-97286. 

This does not feature the curved section which 

characterises the B-24 undercarriage leg. 

(John Martindale) 

 

Left (183): A surviving fragment of one of the 

four Wright R-1820-97 Cyclone radial engines 

from 42-97286 on Beinn Nuis. Some of the 

wreckage has merged with B-24 42-41030, 

making it hard to distinguish between the 

wreckage. 

(John Martindale) 
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Above (185): Little wreckage currently 

remains of Beaufort L4479 on Goat Fell. 

(John Martindale) 

Arran Beaufort (E5) 

 

Details 

Type: Bristol Beaufort Mk.I 

Serial: L4479 

Unit: No.5 (Coastal) OTU (Operational Training Unit) 

Flight: From Turnberry 

Location of crash: Goat Fell, Arran 

Date of crash: 30/08/42 

John date of visit: 21/08/07  

 

Introduction – Designed to meet two separate Air 

Ministry specifications, one for a torpedo bomber and the 

other for a medium range reconnaissance bomber, the 

Bristol Beaufort served extensively in various theatres of 

war. Similar in appearance to the Blenheim, the mid-upper turret is the most obvious feature which 

can be used to identify a Beaufort from other Bristol designs of the era. 

 

Crash details – Few details of the 1942 crash of Beaufort L4479 on Goat Fell is known. The aircraft 

was assigned to No.5 OTU, which had moved from Chivenor to Turnberry during May 1942. This 

particular Operational Training Unit trained Coastal Command crews and employed a mix of 

several aircraft such as the Beaufort, Oxford and Anson. According to Air Crash Sites Scotland, the 

aircraft took off from RAF Turnberry in Ayrshire on a night navigation exercise and crashed into 

Goat Fell, the highest peak on Arran, in poor visibility. All three Canadian aircrew were killed in 

the accident. 

 

Colours – In 1942 Coastal Command Beauforts were painted in the standard Temperate Sea 

Scheme of Extra Dark Sea Grey / Dark Slate Grey on the uppersurfaces and Sky on the 

undersurfaces, with the division being near the bottom of the fuselage. L4479 would also have had 

Type C.1 roundels on the fuselage, Type B roundels on the upper wings and the standardised fin 

flash on the tail. There were no squadron codes associated with No.5 OTU but in 1943 (after the 

crash) aircraft in this unit were assigned a white two-digit number which appeared on the fuselage.  

 

 

  

Above (184): A Bristol Beaufort in the 

Temperate Sea Scheme of Extra Dark 

Sea Grey and Dark Slate Grey. No 

squadron codes appear on the fuselage. 
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Part X – Wreck Parts 
 

here were several wreckage parts which resided in our garage for several years. These consisted 

of parts sources from scrapyards or, in the case of the B-24 star and bar, given to SWAIG by 

someone who removed the parts form the crash site. There had always been an intention to take 

them to a museum, which John did in 2011 when he gave them to the Dumfries & Galloway 

Aviation Museum. 

 

Loch Gareloch Liberator (X) 

 

Details 

Type: Consolidated B-24H Liberator 

Serial: 42-95095 

Unit: 93
rd

 Bombardment Group, USAAF 

Flight: Prestwick to USA via Keflavik, Iceland 

Location of crash: Near Loch Gareloch, north-west Scotland 

Date of crash: 13/06/45 

John date of visit: Did not visit 

 

Crash details - The most interesting story concerning wreckage parts is associated with a fuselage 

piece belonging to USAAF Consolidated B-24H Liberator 42-95095. On the 13
th

 June 1945, when 

en route from Prestwick to the States via Keflavik, the four-engine heavy bomber crashed near Loch 

Gareloch in the north-west of Scotland. As with other USAAF bomber crashes in Scotland, there 

were tragic circumstances involved and a heavy death toll. According to the Peak District Air 

Accident Research website, the accident report suggested that an uncontrollable engine fire 

contributed to the loss of the bomber. Before the crash the aircraft shed parts of the bomb doors and 

vertical stabilisers. Some commentators have speculated that the loss of these parts may have 

occurred due to the Liberator taking a glancing blow off the mountain of Slioch. With control lost, a 

crash landing was attempted at Loch Gareloch. All fifteen men on board, including six passengers, 

then perished in these remote lands far away from their homeland. 

 

Returning home – What is particularly tragic is that the majority of the men on board were combat 

veterans returning home to their loved ones following VE Day. Most had vast experience of 

daylight missions and had survived the war in Europe. The six passengers had been scheduled to 

return home by sea on the Queen Mary but had opted instead to jump on 42-95095 for a quick 

passage home. One of the passengers, Staff Sergeant John Hallisey of the 93
rd

 Bomb Group, had 

even completed a full fifty missions during the war. The crew of the Liberator had all survived 

thirty four daylight missions, with the pilot, 22 year old First Lieutenant Jack Ketchum, surviving 

one more. The missions had taken place between December 1944 and April 1945, during which the 

young crew had made emergency landings in Belgium and Russia. Each time they had somehow 

made it back. But this time, when flying back as heroes after the end of the European war, none of 

the men on board would be destined to return. 

 The crew of the B-24 were part of the 66
th

 Bomber Squadron within the 44
th

 Bombardment 

Group of the 8
th

 Air Force. However, the aircraft they were flying, 42-95095, was not their regular 

aircraft nor was it assigned to this squadron. In April 1945 Jack Ketchum and his crew were 

assigned to a B-24 outfitted with a new secret type of radar. During one of the test flights a hard 

landing occurred to this aircraft, leaving the Ketchum crew without an aircraft. Having been 

scheduled to return by ship to the States, the crew were then assigned to 42-95095, a B-24 of the 

93
rd

 Bombardment Group which had just been taken off operational duties and overhauled. It is 

likely that this particular aircraft had flown numerous missions over Germany from a base at 

Hardwick in Norfolk. 

T 
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Colours – When flying operational missions 42-95095 had been adorned with the nose art of 

„Sleepy Gal Time‟ but it is not known if this was reapplied following the overhaul. Similarly, it is 

not known if the identification markings of the B-24 were reapplied. Given that the overhaul 

occurred in April 1945, just prior to the end of European hostilities in May, the markings could very 

well have been added during the overhaul and been retained in June 1945. The identification 

markings of the 93
rd

 Bombardment Group (within the 20
th

 Combat Wing of the 2
nd

 Air Division) 

consisted of a white T upon a black vertical band within yellow vertical stabilisers. In addition there 

would have been a white B upon a black circle on the top of the starboard wing. What is clear is that 

the aircraft would have appeared in bare metal, with the USAAF star and bar insignia on both sides 

of the fuselage, on top of the port wing and on the underside of the starboard wing. 

 

Star and bar - Returning from my paper run, drenched as usual, I parked my bicycle in its usual spot 

next to an aluminium section for perhaps the thousandth time. 

 „What‟s that bit of metal?‟ I asked. 

 „That‟s a piece of a Liberator fuselage,‟ I was told. „Look,‟ explained my father, „the white 

triangle here is part of the USAAF star. And the other white triangle, that‟s also part of the star.‟ 

 „And the white rectangle on the right hand side, that must be for the bar?‟ I asked. 

 „Correct. Look how thin the aluminium is…unpressurised, you see.‟ 

 „Where did you get this? You always told me you aren‟t supposed to nick bits from the hills.‟  

 „Not me,‟ he patiently explained. „Someone [who shall remain 

nameless] took it from the hill. Then he passed it on for safekeeping.‟ 

 Until recently I had assumed that John must have visited the wreck. 

But when I learned of the location of the wreck in the north-west 

Highlands, I realised this was impossible as he had never visited that 

particular region of Scotland. Sure enough, when looking through John‟s 

wreck log there was no entry for 42-95095, which undoubtedly would 

have been documented if he had visited the site. 

  

 This artefact was safely mounted upon the garage wall for a number of years until a much 

more appropriate venue was found. In a remarkable turn of events, a chance posting on an internet 

forum led to the section being transferred over to a museum in the States. In December 2010, I 

posted a message on the Accurate Model Parts forum to let folks know that a pdf article – Penknife 

Models From The 1940s – was available for download. The AMP forum has a specific area of 

interest, that being U-boat and Gato submarine research and modelling. For some reason that I 

cannot explain, despite the wreck part having only a minor connection with modelling and certainly 

nothing to do with submarines, I happened to post a photo of the Liberator part and the serial. To 

my shock I received a private message from a forum member who stated that he was the historian of 

the 93
rd

 Bombardment Group. This was somewhat of a departure from the norm as members usually 

ask about the paint colours or free-flooding patterns of a specific U-boat. But what was even more 

surprising was the fact that Don possessed another section of the 42-95095 fuselage which 

Above right (186): The Type 4 USAAF star and bar insignia used between 

September 1943 and January 1947. In 1947 the USAAF became the USAF, at 

which time a red line was added to each of the bars. 

(Dougie Martindale)  

 

Right (187): An unidentified individual holding the star and bar insignia 

section at the crash site. It is not known who removed this section from the 

site. However it was not John as at no point did John visit this crash site or 

indeed this region of the country. 

(Source unknown) 
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contained the other side of the star and bar insignia. At some point in the past, the other side of the 

star must have been recovered from Loch Gareloch and been transferred over to the States.  

 Quite obviously this meant that the section in John‟s garage could finally find an appropriate 

resting place, that being a museum venue in the States. John had always intended to take the wreck 

parts to Dumfries and did so a few weeks later. The historian, who happened to be visiting England 

for a reunion meeting in May 2011, then travelled north and collected the section from Dumfries. 

Don then transferred the artefact over the Atlantic, where it was married up with the other side once 

again for the first time in around 66 years. It now rests in its rightful place, where it can be 

appreciated by the veterans of the 93
rd

 Bombardment Group and their relatives.  

 

 

 

 

 

 

 

 

 

 

 

 

Jet fighter plant pots 

 

Following the discovery of a bomber fuselage section next to my bicycle parking space, I asked if 

there were any other artefacts I had been stupid enough not to notice.  

 „Well, that plantpot is a nosewheel from a Scimitar.‟ 

 „What!?‟ I responded, disgusted by myself for not noticing how unlike a normal plantpot the 

object was.  

 „There‟s another one round the back from a Meteor.‟ 

 My guess is that he did not get those from B&Q, not 

unless they had started a new range in jet fighter nosewheel 

plant pots.  

Above left (188): The star and bar before it made its 

transit to the States via Dumfries. In the white bar is 

included the text „Emergency rescue‟. 

(Dougie Martindale)  

 

Below left (189): The fuselage section in an American 

venue, where it has been merged with the other side of 

the star. The American insignia is a particularly emotive 

symbol which is particularly appreciated by wartime 

veterans.   

(Don Morrison) 

Right (190): The red arrow points to the 

Scimitar nose wheel which was used for many 

years as a plant pot. Next sits what may or may 

not be thought to be an aircraft carrier, with a 

tin can for a funnel and a B-25 on deck.   

(John Martindale) 
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Above left (191): An Armstrong Whitworth Albermarle on approach, with its 

tricycle landing gear in the lowered position. 

 

Above right (192): The nose canopy with metal framing on the nose of an 

Albermarle. 

 

Below (193): The section of Albermarle nose canopy framing and window frame 

pieces which were dumped in trees at end of the Heathhall runway. There are no 

extant airframes and any pieces from an Albermarle must be extremely rare. 

(Dougie Martindale) 

Albermarle 

 

„What else haven‟t I noticed?‟  

 Back to the garage we went, this time to open an old battered luggage case. Knowing my 

father he would pull out some ultra-rare artefact from British aviation history. It was not that much 

of a surprise when he proceeded to pull out an ultra-rare artefact from British aviation history.  

 „This belonged to the frame of a nose section of an Albermarle,‟ I was told.  

 „An Albe…core?‟ I asked 

 „No, not a Fairey Albecore, a completely different aircraft, an Armstrong Whitworth 

Albermarle.‟  

 Although I had made nearly two hundred aircraft models of various types, the features of the 

Albermarle escaped me at that time. Constructed of wood and steel to meet a specification for a 

reconnaissance bomber, the aircraft was the first production aircraft to feature a tricycle 

undercarriage. In general arrangement it is reminiscent of the B-25 Mitchell, with mid-wing, twin 

tails, twin engine, tricycle undercarriage and similar Perspex framing in the nose. The Albermarle 

was never operated in its intended role as a bomber but instead employed in the glider tug, 

paratrooper transport and leaflet dropping roles. It is possible that these less prominent second-line 

roles explain why this handsome type does not receive the attention it deserves.   

 I was to learn that this part came from an Albermarle which was dumped at the end of the 

Heathhall runway. It is perhaps fitting that this part was given to the Dumfries museum since, rather 

ironically, the museum resides on the site of the former Heathhall airfield.  
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Above left (194): The left hand item is the inside of a 

panel from the starboard side of a Shorts Sunderland. 

The interior side shown here is painted in interior green 

and stamped with the serial NJ180. The exterior is 

painted white. The other item is one of the many round 

Perspex portholes that were present along the sides of 

the hull on Sunderland flying boats. 

(Dougie Martindale) 

 

Left (195): Sunderland ML824 at the RAF Museum in 

Hendon, with several portholes in the open position. The 

flying boat is painted in Extra Dark Sea Grey / Dark 

Slate Grey camouflage, with white on the sides of the 

fuselage and undersurfaces. 

(Dougie Martindale) 

Other parts 

 

Sunderland – Two other parts – a Perspex porthole and a fuselage panel – were recovered from a 

scrapyard at Cairn Ryan in south-west Scotland on the 3
rd

 December 1972. Both were originally 

part of Shorts Sunderland NJ180. 

 

 

 

 

 

 
  

 

 

 

 

Catalina – Other parts given to Dumfries included part of a carburettor raised from a Consolidated 

PBY Catalina flying boat. In SWAIG newsletter 10 from the summer of 1976, it is stated that Ted 

Longmoor, a friend of Peter Rowe, dived upon a Catalina lying between Largs and the island of 

Great Cumbrae. According to the newsletter the flying boat broke free from its moorings and was 

rammed and sunk by a steamer.  

 

Trident – One day John returned from Prestwick with a Trident fuselage section in his car boot. The 

section belonged to former British European Airways airliner G-ARPM which was broken up at 

Prestwick on the 26
th

 May 1976. It is believed that the fuselage section was stored at the Prestwick 

spotters club for years before being discarded.  

 
 

 

 

 

  Above (196): The registration 

of, quite obviously, G-

ARPM, which brought the 

hobby of collecting 

registrations to a literal level. 

John also had the number 

plate of a real locomotive – 

40620 – which he bought 

from British Railways in 

February 1962. 
(Dougie Martindale) 

Below (197): A 144
th

 scale 

model which depicts G-ARPM 

in a very colourful British 

European Airways scheme. 

(Dougie Martindale) 
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Part XI – Colours & Markings Summary 
 

Colours & Markings – British Military 
  Paint colours Roundels    

Serial Type Upper 

surfaces 

Under 

surfaces 

Demar

-cation 

Fuse-

lage 

Upper 

wing 

Low 

wing 

Fin 

flash 

Codes Date 

L7949 Anson Silver Silver - A A A No 269/X 19/09/38 

K6320 Anson Brown/green Black P1 B B No No ? 01/04/39 

K6255 Anson Brown/green Black P1 B B No No UA-M 26/07/39 

P4848 Blenheim Brown/green ? P1 B A No No No 08/11/39 

L4063 Hampden Brown/green Black P1 A.1 B No NS VN-? 17/03/40 

P5090 Whitley Brown/green Black P1 A.1 B No NS L 24/11/40 

P5009 Whitley Brown/green Black P1 A.1 B No NS No? 27/11/40 

AL251 Martlet Sea Green/ 

Flag blue (US) 

Light 

blue (US) 

P1  

wavy 

C.1 B A Tall ? 13/12/40 

R1164 W/ington Brown/green Black P2W A.1 B No E AI? 25/01/41 

T9432 Hudson Brown/green Sky P1 A.1 B No E ZS-B 15/04/41 

L4597 Oxford Brown/green Yellow P2S A.1 B No E 3D 02/03/42 

L4479 Beaufort DSG / EDSG Sky P1 C.1 B No S ? 30/08/42 

AL624 Liberator Brown/green Black P1 C.1 B No S No 14/09/42 

DN365 Typhoon O Grey/green M S Grey P1 C.1 B C S OV-? 24/01/43 

LX946 B/fighter EDSG / white White High C.1 B No S  12/09/43 

LD564 Hurricane O Grey/green M S Grey P1 C.1 B C S 5V-? 18/03/44 

JR439 Typhoon  O Grey/green M S Grey P1 C.1 B C S I8-? 18/03/44 

N5140 Anson Brown/green Yellow P1 C.1 B A S W? 09/07/44 

DK116 Halifax Brown/green Black P2S C.1 B A S GG-Z 15/10/44 

DT977 Firefly DSG / EDSG Sky P1 C.1 B A S 4A 26/10/44 

DD753 Mosquito MSGrey/green Black P1 C.1 B No S LX-? 12/12/44 

PR432 Seafire E D Sea Grey Sky P2S D D D No 1?? 03/02/47 

WB336 Firefly E D Sea Grey Sky P2S D D D No 2?? 25/09/51 

VP969 Devon White L grey Mid D D D E No 03/06/58 

XA662 Javelin DSGrey / green Silver Low D D D Big N 29/09/59 

 

Colours & Markings – Other Military 

Serial Type Upper 

surfaces 

Under 

surfaces 

Markings Air Force Date 

5J+SH He111 RLM70/71 RLM65 5J+SH; S in white Luftwaffe 08/08/40 

1H+BK He 111 RLM70/71 RLM65 1H+BK; B in red Luftwaffe 01/03/41 

42-41030 B-24 Olive drab N Grey Star with red outline USAAF 20/08/43 

42-97286 B-17 Bare metal Bare metal White H on black square on 

tail; Skipper nose art 

USAAF 10/12/44 

42-95095 B-24 Bare metal Bare metal Black band on tail; white A on 

black circle on wing 

USAAF 13/06/45 

K-14 C-47 Brown/green Grey D 896 in white on tail Belgian AF 10/04/47 

44-62276 B-29 Bare metal Bare metal V in black outline of triangle 

on tail; BF-276 on fuselage 

USAF 17/01/49 

8811B B-26 Black Black Code plus serial in white on 

tail; tricolour full height 

French AF 22/08/56 
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Colours & Markings – Civilian 

Serial Type Colours Operator Date 

G-ACYK Spartan Cruiser Silver; black horizontal band Northern & Scottish 14/01/38 

G-AFFF Dragon Rapide Top fuselage white; bottom and wings 

white; separated by horizontal line 

Highland Airways 27/09/46 

G-AIVE Viking Silver; second BEA scheme with three 

red lines; key on nose and tail  

BEA 21/04/48 

 

British roundels 

 

Type A  Often used on lower wings until 30
th

 June 1942; used on silver in pre-war period 

Type A.1 Camouflaged surfaces 1937 to March 1939; fuselage sides June 1940 to 30
th

 June 

1942 

Type A.2 Alternate to A.1, used June 1940 to 30
th

 June 1942 

Type B  Upper wings; on fuselage of camouflaged aircraft from summer 1938 to 7
th

  

  December 1939 

Type B.1 Limited use March to December 1939 

Type C  On light surfaces 1
st
 July 1942 to 6

th
 January 1945 (not on wings) 

Type C.1 On dark surfaces 1
st
 July 1942 to 6

th
 January 1945 (not on wings, except on some 

fighters 1945 to 1947) 

Type D On all surfaces from 16
th

 May 1947 onwards  

 

 
 

Demarcation between upper and lower surfaces 

 

P1 (Pattern No.1) Camouflage extends down to near the bottom of the fuselage (prior to 12
th 

December 1940) 

P2W (Pattern No.2) Camouflage meets lower colour near the top of the fuselage; wavy  

demarcation (12
th

 December 1940 – 1941)  

P2S (Pattern No.2) Camouflage meets lower colour near the top of the fuselage; straight  

   demarcation (1941 onwards) 
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British fin flash 

 

NS  Non-standardised (Prior to 12
th

 December 1940) 

E   Equidistant (12
th

 December 1940 – 30
th

 June 1942; 16
th

 May 1947 onwards) 

S   Standardised (1
st
 July 1942 – 15

th
 May 1947) 

 

 
 

Important dates 

 

27/09/37 First recorded use of squadron codes 

05/12/40 „ROYAL NAVY‟ introduced on rear fuselage of Fleet Air Arm aircraft 

12/12/40 British camouflage schemed standardised 

21/08/41 Fighter uppersurfaces changed from Dark Green / Dark Earth to Dark Green / Ocean 

Grey, with Medium Sea Grey undersurfaces, with 18” sky band on fuselage 

01/07/42 Revision of service markings; fin flash change; C.1 roundel replaces A.1 on  

fuselage; day fighters given yellow identification band on leading edge 

01/10/46 Extra Dark Sea Grey / Sky scheme introduced on Fleet Air Arm aircraft 

15/05/47 Post-war finishing schemes introduced 

 

USAAC / USAAF insignia 
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Part XII – The Halibag 
 

he Halibag windvane which was built by John in 1973 

featured as an appendix in the article Penknife Models 

From The 1940s. An updated version of this text appears 

here. 

 

Building the wind vane 

 

As covered in earlier sections, John built a number of models 

to depict aircraft which crashed on Scottish hillsides. He also 

built another aircraft model – a Handley Page Halifax – 

which has been displayed in a very different environment. 

Known as the „Halibag‟, the habitat of the model is not the 

top table at an IPMS model show nor even a display cabinet. 

Instead it has „flown‟ as an outdoor model since 1973.  

 As a boy, John always liked a wooden model displayed in the garden of his father‟s friend. 

When he bought his first property in Bishopton in 1973, he had the opportunity to make and display 

his own outdoor plane model. In November of 1973, John built a 1/72nd scale Halifax B Mk.III 

from (probably) an Airfix kit. The Mk.III Halifax – or „Halibag‟ as they were sometimes known – 

had Hercules engines, a Perspex nose and rectangular tail fins. The model was finished in a Coastal 

Command aircraft of 518 Squadron, which flew meteorological sorties from an airfield on the 

Scottish island of Tiree. 

 Building the „Halibag‟ model was straightforward. But how would he mount the model onto 

his wooden hut? The solution was found the very next day when strolling around the 

neighbourhood. As he walked on a road to a church, John spotted a U-shaped piece of aluminium 

tubing lying beside a strip of steel with a J-shaped rod welded to it. The ideal shape and size for his 

purposes, the aluminium was retrieved from the roadside and taken home. It took a matter of 

minutes to cut the U-section and secure it to the wooden piece that had already been inserted within 

the underside of the Halifax fuselage. 

 The Halibag was built as part of a weathervane. The compass points north, east, south and 

west were originally part of the vane, along with an aluminium arrow pointing to north. The 

aluminium for the arrow did not come from roadside debris this time. Instead it was sourced from 

pieces of the Cairnsmore of Fleet Heinkel 111.  

 

Repairing the Halibag 
 

The aircraft model - together with the U-shaped aluminium support – was designed to rotate in the 

wind. During a storm one winter, the securing nut rotated along with the 

aircraft. Unfortunately this led to the nut unscrewing itself from the bolt, 

causing the Halibag to take a real flight across the garden. The nose cone, 

which fell off in this little prang, was found weeks later when the snow 

thawed. 

   

T 

Above (197): The Halibag just prior 

to her 2010 refit, looking the worse 

for wear and with all decals long 

since gone.  

(Dougie Martindale) 

Right (198): The Halibag „flew‟ 

from this perch on the garage for 

28 years. At the left hand side can 

be seen the arrow sourced from 

the Heinkel 111 on Cairnsmore of 

Fleet.  

(Dougie Martindale) 
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 When we moved to Erskine, the Halibag flew from the house eave. This house is situated on 

the side of a hill, fully exposed to the north-west wind. During a particularly bad storm the Halibag 

went for another little flight. This time the crash landing did not go so well. The model bowled 

along the length of the garden, shedding bits as it went. There were multiple breakages and the 

starboard wing was severed near the outboard engine. The model was glued back together again and 

swiftly re-mounted on the hut. 

 During this period the model was so exposed to the wind that the propeller blades fell off due 

to wear. New propellers were made from beer cans and secured with a nail to the engine, with the 

blades being purposefully twisted to ensure they spun in the wind. On some nights, while sitting a 

good distance away at the dinner table, the propellers could be heard as they spun around in the 

wind. Such exposure to the north-westerly winds could not be tolerated without some resulting 

damage and by the 1980s the fuselage itself had cracked open. Taking advantage of squatters‟ 

rights, spiders took up permanent residence in the fuselage. 

 When we moved to a new house in Houston in the mid-1980s, the Halibag did not go in the 

removal lorry. I was charged with carefully holding the model on my lap during the car journey to 

our new property. Unfortunately the spiders living in the fuselage thought that this would be a good 

time to explore the interior of our car. My brother and I thought this was rather funny but our 

mother‟s arachnophobia led her to a somewhat different conclusion. When we got to our new 

house, the Halibag was mounted on the garage where it resided for the next twenty-eight years.  

 Every few years or so the model has been tidied up and repainted. In the year 2000 or so, with 

the 27-year old Halibag showing signs of her age, I was tasked with repairing the model. A split on 

the top of the fuselage, and another down the port fuselage, were glued and filled. All the holes 

were plugged up with model filler to make it spider 

proof. The transparencies – nose cone, cockpit and 

rear turret – were all replaced using parts from a 

Matchbox Halifax kit and new decals applied. 

 The next major refit took place in 2010 when 

car body filler was used throughout for more strength; 

extra filler was added around the join where the 

horizontal surfaces meet the fuselage, and where the 

stabilisers meet the rudders. The additional strength 

was useful during the storm of 3
rd

 January 2012. With 

gusts of over 90 mph, and a scale of 72
nd

 scale, the 

crew of the Halibag were subjected to some wind 

sheer (90X72!). Yet the model remained steadfast 

throughout. The plastic is a little brittle, and some 

wear is evident, but I suppose injection-moulded kits 

models are not really designed to be left outdoors in 

the Scottish rain for decades on end. 

 

  

Above (199): Following the 2010 refit the 

Halibag was again painted in Coastal 

Command colours. Two years later the 

model was changed to the green / brown / 

black paint scheme. It was given French 

roundels to honour the Free French Halifax 

crews who served from bases in Yorkshire. 

(Dougie Martindale) 

Right (200): Now that‟s icing! 

(John Martindale) 
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The penny drops 

 

When writing the Penknife Models appendix in 2012, I had not realised why the Halifax had been 

chosen as the subject. For me the penny dropped when I found the date when John found the 

Kielder Forest Halifax – the 2
nd

 September 1973. My parents married a few weeks later, on the 27
th

 

September 1973, and moved to their first house in Bishopton at this time. Shortly afterwards John 

built the Halifax weathervane and mounted it on his wooden hut. The dates are not a coincidence. 

When John had sought a suitable model, his recent visit to the Halifax remains must surely have 

influenced him and resulted in this type rather than a Whitley or Stirling being chosen for the 

windvane model.  

 

A new operating station 

 

In 2013 I found a very old solid aluminium Mosquito model in my father‟s garage and decided to 

mount it on top of my hut. This amused my father‟s brother Pete, who informed me that this very 

same metal Mossie had been his toy some fifty years ago. Then, in 2015, the Mosquito was joined 

by the Halibag, which now flies proudly from our summer house in Bomber Command colours.     

Left (201): The Halibag in May 

2016, pointing north from its new 

operating base.       

(Dougie Martindale) 
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Part XIII – Plane 
Spotting 
 

n a work which focuses on 

John Martindale, it would 

be somewhat remiss not to 

discuss his greatest passion, 

that of plane spotting. Such an 

activity concerns the observation of aircraft and 

the recording of their registration numbers 

(„reggies‟).  

 

From wartime pill boxes to the computer age 

 

As covered in Penknife Models From The 1940s, the 

origin of the hobby in the UK has its roots in World War II, when 

large numbers of aircraft spotters were trained to identify the approach 

of Luftwaffe planes so that RAF fighters could be scrambled to 

intercept. To increase the knowledge and skill of the legion of spotters, 

organisations such as The National Association of Spotters‟ Clubs were 

formed. The wartime magazine The Aeroplane Spotter included three-

view plans of various aircraft, both domestic and foreign, so that 

spotters could learn the silhouettes and determine whether aircraft were 

friendly or hostile. Although this activity began with a functional 

purpose, after the war many people retained an interest in plane 

spotting. The pastime developed in the post war period, with many 

eager young boys recording the registration numbers in their notebooks 

as a record of their „cop‟.  

 Although I have long since ceased to spot aircraft, as a boy I ticked off the civil registrations 

in Peter March‟s Civil Aircraft Register and military serials in Military Aircraft Markings. The 

reason that childhood spotters like myself did not continue this activity into adulthood is because an 

interest in the aesthetic forms of aircraft is not enough. There needs to be two additional elements 

for the adult spotter, that being an interest in numbers, statistics and codes and a collecting instinct.  

 Ticking the reggies off in a book is, of course, for the amateur spotter. A real spotter does not 

collect registrations or serials of the aircraft but the construction number („con number‟). The 

distinction is important because civil aircraft often change their registration when they are sold to 

another operator but will always maintain the same construction number. Having a logical, 

organised and thorough mind, John quickly outgrew the ticking off activity and progressed into the 

construction number spotter. In the days before the internet, spotters required production lists for all 

manufacturers and other reference materials so that the con numbers of the aircraft could be 

determined. Being a member of a spotter club was very helpful because resources could be shared 

amongst members. John was a long-time member of the Glasgow Airport Aviation Enthusiasts 

Club (GAAEC) and the Prestwick Airport equivalent. As a seven year old the Prestwick spotting 

club room was most appealing, having plane magazines, models suspended from the ceiling and 

Page 3 calendars on the walls. My mother never tended to visit the premises, though I have no idea 

why. 

 For a spotter who is not completely useless, the recording of numbers in a notebook has to be 

transferred into another form which brings structure to the records. In the 1970s this would typically 

consist of handwritten records, spread out over numerous folders and normally divided into aircraft 

type. This would allow the spotter to determine all the Hawker Hunters they had seen. When many 

more examples of a type were seen, the records would have to be periodically rewritten if the 

I 

Left (202): An RAF Intelligence Officer 

adding three-view profiles to the wall. 

Aircrew would study these profiles because 

it was essential for aircrew – and in 

particular air gunners – to be able to 

distinguish between friend and foe. 

 

Below (203): John‟s father Jack Martindale 

was a member of The National Association 

of Spotters‟ Clubs and collected the essential 

wartime magazine The Aeroplane Spotter. 

Here can be seen a front page of the 

magazine showing a spotter in Malta 

scanning the skies for Luftwaffe bombers. 

Note at the top right – „FOR THE ALERT‟. 
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Right (204): A page from John‟s spotting 

logs. Sorted by serial number, this shows 

the Avro Shackletons seen from 1965 to 

2011. The three entries at the bottom 

belong to South African Air Force 

examples which were seen during two 

separate trips to South Africa, one in 1996 

and the other in 2007. Some of the 

locations use the three letter code used by 

the International Air Transport 

Associations such as PIK for Prestwick.    

spotter desired to have them sorted into registration order. This was, understandably, a labour 

intensive process. Another significant drawback of the handwritten system is that it is impossible to 

see at a glance the records sorted into chronological order or to determine what aircraft were seen 

on a particular day.  

 Being a computer programmer, and latterly an IT Liaison Manager, had a dual purpose for 

John. The first was that it brought in the pennies and allowed the bills to be paid. The second 

benefit of his computer literacy was that he could use an electronic format for his spotting records. 

The software he used to record the data was Lotus 1-2-3, a very popular spreadsheet programme in 

the 1980s and 1990s. The power of computer software is not merely the ability to record the data 

but to extract useful information from it. To manipulate the data John used another Lotus product, 

the database software Lotus Approach, which allowed a variety of queries to be run.  

 Since the 1980s Lotus 1-2-3 has lost its spreadsheet market share to Microsoft Excel. Several 

years ago I was employed as a Microsoft Office tutor and tried to convert my father to Excel but he 

preferred to stick with his tried and tested system of 1-2-3 and Approach. At one point I was 

preparing a lecture on Excel and urgently required a spreadsheet with multiple of rows of data. 

Thankfully my father allowed me to use some of his spotting records from 1-2-3, which I duly 

converted into Excel format. I then delivered the lecture using records of Avro Shackletons to 

illustrate sorting, filtering and conditional formatting. In my view every Office tutor should have a 

plane spotter friend / father to help them out in such a circumstance.        
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Domestic spotting 

 

Local airports – In the 1950s, the local airfields visited by John were Abbotsinch and Renfrew. 

Abbotsinch - which is presently Glasgow Airport - was at that time the Royal Navy Air Station 

shore base HMS Sanderling. Nearby was Renfrew Airport, which served as the main civilian airport 

in the west of Scotland until the mantle was passed to Glasgow Airport in 1966.  

 The other airport visited was Prestwick (PIK). Before a motorbike journey made this passage 

to PIK easier, he had to make the round trip of sixty miles by push bike. However, John was a 

lifelong cycling enthusiast so the miles were not a big deal. And sixty miles on a bicycle is not that 

far when the spotter is able to see proper aircraft such as F-86 Sabres, a DC-7, a C-47 or a Lockheed 

Constellation. Thankfully there was not a Ryanair 737 in sight. Many weekend jaunts on the 

motorbike and later by car were taken down the coast, where he would eventually cop 4,190 at PIK. 

 The highest total for any airport was, not surprisingly, the „local‟ of GLA (Glasgow Airport) 

with a total of 12,588 planes logged there. Every time we passed the airport, our car seemed to 

imitate Herbie by taking on a mind of its own and deviating down the lane. 

 When moving to the Renfrewshire village of Houston in 1985, there were two important 

considerations when choosing the new home. Firstly was the local school. Secondly was the 

geographical position, which allowed planes to be seen either taking off or landing from Glasgow. 

 Many aircraft were also seen going „over the top‟, their con trails acting as beacons for the 

binoculars to focus onto. In total John logged 2,534 overhead Houston. 

 

Domestic airports – There were, of course, many visits to other airfields and airports around the 

UK. In November 1964 John made the first of many visits to Heathrow. He travelled regularly 

down to London on business trips, which made for ideal opportunities to make a detour to the 

rooftops at Heathrow. Somehow or other these business trips also managed to coincide with 

Farnborough Airshows in September. Overall there were 3,874 cops at Heathrow. 

 One favourite holiday destination was RAF Lossiemouth. John made his first visit to Lossie 

in August 1970, five months after the base had changed hands from the Royal Navy to the RAF. In 

total 702 cops being made in twenty visits.  

 A number of family summer holidays were taken in England, in regions such as Yorkshire, 

Oxfordshire and Lincolnshire. Many airfields, both civil and military, were visited. On some 

occasions we would stop by a solitary hangar deep within the English countryside where he would 

try to worm his way into the hangars by asking if his boys could have a look inside. The tactic never 

failed.   

 

Airshows – The first of John‟s 80+ airshows was at Renfrew in 1954, with another early one being 

the Royal Navy show at Abbotsinch on the 28
th

 July 1957. The show he frequented most often was 

at RAF display at Leuchars in Fife, with 36 visits. Another favourite was the large annual show at 

the US Air Force base at Fairford in Gloucestershire. Nine visits were made to Fairford, often in a 

van with the spotters from the Inchinnan pub. There were also visits to civilian shows, with four 

visits to Cranfield and three to Kemble.  

 These shows, either military or civilian, tend to be for the consumption of the general public. 

Farnborough and Paris are different. Although they are open to the public on certain days, they are 

primarily held so that aircraft manufacturers and other companies in the aerospace industry can sell 

military or civilian products to airlines or nations. Over time John made five visits to Paris. But it is 

Farnborough in Hampshire which is essential to the British aircraft enthusiast for it is on this 

hallowed ground that new aircraft have been introduced to the British public. From 1966 to 2009 

John attended 19 Farnborough shows, having somehow managed on a number of occasions to get a 

business trip to London to coincide with a sneaky detour out to Farnborough. I was present during 

three of his visits - in 1992, 1994 and 1996 – when we flew down to either Heathrow or Gatwick.  
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Foreign spotting trips 

 

Day trips – As we shall see, during his retirement years John made a number of spotting trips to 

various locations in the world. Some of the trips to foreign airports were last minute day trips and 

these included Amsterdam, Vienna and Dublin. Another day trip flight was made to Iceland in April 

1998. His tactic here was to say that he had just flown up from Glasgow for the day and could he 

possibly have a look in the hangars. It worked, of course, thought the locals at Reykjavik were 

probably a little baffled.  

 

Russia, August 1995 - The spotting trip which deserves especial mention is the trip to Russia in 

1995. This organised trip allowed hardcore spotters to view extremely obscure aircraft types which 

were completely off limits to western observers a few years previously. 

 John met up with fellow maddies at Heathrow, where they began the organised tour by flying 

to Sheremetyevo International Airport on the north-west side of Moscow. They spotted at 

Sheremetyevo (obviously) then drove to Vnukovo on the south-west side of the nation‟s capital 

city. Within the next two days a whirlwind tour of Russian five cities was 

made possible by ten flights on Antonov An-24 RA-46259. This began on 

the 22
nd

 August with a flight from Vnukovo to a grass field at Sasovo; from 

there they flew to Nizhny Novgorod and then to Chelyabinsk. On the next 

day they flew to Ekaterinberg, a city quite far to the east, which lies near the 

border of Europe and Asia. The next flight was to Perm, near the Ural 

Mountains, and in the evening they flew from Perm back to Vnukovo.  

 On the 24
th

 August the spotters visited Zukovsky, which is home to 

Moscow‟s fourth international airport and a large military base. Indeed it is 

a major military aircraft testing facility. There he saw the Russian equivalent 

of the Space Shuttle, the snappily titled Molniya VKK-1 (CCCP-3501002). 

Other highlights were the last flying example of the Lisunov Li-2 (a license 

built DC-3), a Tupolev Tu-126 with AWACS radar 

dome, a Tu-16 Badger, a pair of Tu-22M Backfire 

supersonic strategic bombers, three Su-27s, one Su-33, 

one Su-35 and three Mach 3 Mig-25 Foxbats. Two days 

later, John saw six (repeat six; that is, one more than 

five and one less than seven) Mig-25s at the Russian 

National Air & Space Museum at Khodynka on the 

outskirts of Moscow. Other exhibits included a host of 

other Soviet fighter aircraft from the 1950s to the 

1980s.  

 A few days were spent in the airfields around Moscow before a visit to the Central Air Force 

Museum at Monino on the 29
th

 August. Located forty kilometres east of Moscow, the legendary 

Monino is one of the largest aviation museums in the world and holds one of each type of Russian 

military aircraft types. On Wikipedia it is said that up until 1999 this museum was closed to the 

public due to the display of classified Soviet prototypes. Whether this is accurate or not is unclear 

but there was talk of a Russian Air Force Colonel being „persuaded‟ with vodka to let the spotters 

into somewhere on this trip. Certainly the logs do not record a run of the mill day. The bombers 

included one supersonic Tu-22 Blinder, one swing wing supersonic Tu-22M Backfire, two Tu-16 

Badgers, one Myasishchev Mya-4 Bison, one Myasishchev Mya-50 Bounder bomber and one 

Tupolev Tu-128A long range interceptor. There were various fighters (22 Migs and 19 Sukhois) 

and 32 Mil helicopters. All these types are fine and I am sure you are with me so far. But when we 

get to a Bartini-Bernelli V515, or a Bereznyak-Isayev Bi-1, or a Buryevestnik S-3, or a 

Myasishchev M-17, we are getting to some rather obscure types which tend not to be seen when 

down the lane at Glasgow Airport.  

Above (205): Antonov An-24 RA-46259 

at Nizhny Novgorod, 400 kilometres west 

of Moscow, in the late afternoon of the 

22
nd

 August 1995. This was the aircraft 

which took the spotters to five different 

locations in two days. 

(John Martindale) 
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 Meanwhile John, having thoughtfully bought a Ventura model kit for me for a few dollars in 

Moscow, dialled home to say hi. 

 „Hello, lad,‟ said a familiar voice. „I‟m calling from Moscow. Just letting you know I am in 

one piece.‟ 

 „Oh…great,‟ I said, wondering why such a call would be necessary. 

 Hours later there was a report on the news about a group of British tourists who had died in a 

plane crash in Russia. The phone call was a little message to let us know that he was safe. 

 

USA, September 1995 - You might think, not unreasonably, that this epic trip deep within the 

Russian heartlands would satiate his appetite for foreign spotting. Not so, for the very next month 

the blighter was at it again. This time he flew from Heathrow to Los Angeles for another organised 

spotting trip. Along with other spotters he visited Mohave to visit the storage facility for airliners. 

They then flew to Seattle to visit the home of the giant manufacturer Boeing. At Boeing Field John 

saw prototype 747 N7470, a WB-47E Stratojet and a Mach 3 Lockheed A-12 spy plane. Then the 

group flew to Chicago and then Newark before a return flight to Heathrow.   

 

USA, March 1999 - In March 1999, only three days after a trip to Vienna, John returned to the 

States for another spotting extravaganza. It began with a very long day which included three flights: 

Glasgow to Newark, Newark to Phoenix, and Phoenix to Tuscon, Arizona. At the Davis-Monthan 

Air Force Base at Tuscon he saw 52 F-16s before visiting the main attraction: the 309
th

 Aerospace 

Maintenance And Regeneration Group (AMARC) known as the „Boneyard‟. A wander around the 

American military storage facility was impractical so the spotters took a flight on a Cessna 172. 

During this time at the Boneyard, John logged 1,121, including 33 A-6 Intruders, 123 F-111s, 17 F-

14 Tomcats, 174 F-4 Phantoms, 114 A-10 Thunderbolts and 45 B-52s. There was also a visit to the 

Davis-Monthan scrapyard and to the Pima Air Museum where 676 airframes were gleefully logged. 

After a two-day detour to Los Angeles, they flew to Tuscon and then to Houston, Texas. The transit 

back to Glasgow was then made via Newark.  

 

Canada, August 2002 – John had visited many of the world‟s premier aviation museums throughout 

the world, including several in the USA as well as France, Germany, Holland, Belgium, Italy, 

Spain, New Zealand and South Africa. During a family holiday in 1991 we had visited the Canadian 

Warplane Heritage Museum in Hamilton, Ontario to see Lancaster KB726. In August 2002 John 

took the opportunity to visit two more Canadian museums. The first was the Aero Space Museum 

of Calgary, where another Canadian Lancaster, FM136, is a prime exhibit. The second was the 

Canadian Museum of Flight in Langley, British Columbia, where the highlight is the rebuilt 

Handley Page Hampden P5436. Other highlights of the trip were watching the Beavers and Turbo 

Otters in Vancouver and two USAF F-117 Stealth Fighters at Abbotsford. 

 

USA, March 2003 – A second visit to the Mohave desert and Las Vegas took place in 2003. This 

time the opportunity was taken to visit the maintenance and repair facility at Victorville. Then there 

was a series of flights to American cities: Los Angeles; Las Vegas; Tuscon; Dallas Fort Worth; 

Memphis; Atlanta; Houston and Miami. The trip included 11 flights and more importantly 3,534 

aircraft logged. 

Left (206): This may look like a B-29 but it is in fact a 

Tupolev Tu-4, a reverse engineered copy which served as 

a strategic bomber in the Soviet Air Force. The Tu-4 is 

located 40 kilometres east of Moscow at the famous 

Monino museum 

(John Martindale) 
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Oshkosh, USA, July 2003 – The most enjoyable trip was the realisation of a dream: the legendary 

Oshkosh. Each year Oshkosh in Wisconsin holds the world‟s biggest airshow, with over half a 

million attendees and around 10,000 aircraft. During the week-long show there is constant activity 

with the control tower being the busiest in the world at that time. John was just as happy watching 

light civilian aircraft („tiddlers‟) rather than Mach 2 fast jets („blowlamps‟) and so the abundance of 

obscure small civilian types and homebuilt aircraft made him like Charlie entering the Chocolate 

Factory. During this week in Oshkosh John logged 3,851 in seven days.  

 

Foreign trip summary 

 

 March 1995 Nice and Cannes.  

 June 1995 Paris Air Show; Charles de Gaulle and Museum at Le Bourget airport. 

 August 1995 Russia. 

 Sept 1995 USA. 

 March 1996 Amsterdam; Aviodrome museum at Schipol. 

 April 1996 Rome. 

 April 1996 South Africa, including Johannesburg, 

Lanseria, Rand and Wonderboom in Pretori; saw Mirages and 

Buccaneers at South African Air Force Museum in Swartkop. 

 April 1998 Reykjavik day trip. 

 Nov 1998 Three day German trip.  

 January 1999 Three day Belgian trip; saw 

Mosquito, Hurricane and two Spitfires in 

Brussels museum. 

 March 1999 Vienna day trip.  

 March 1999 USA.  

 June 1999 Paris Air Show. 

 Dec 2000 Madrid; saw Heinkel 111 in 

museum at Cuatro Vientos. 

 June 2001 Paris Air Show. 

 Oct 2001 Amsterdam day trip. 

 Oct 2001 Dublin day trip. 

 May 2002 Five day German trip; visited 

museum at Schönefeld in Berlin and Gatow museum; saw B-25 Mitchell and ex-East German 

Mig fighters.  

 August 2002 Canadian trip. 

 October 2002 USA holiday; spent 60
th

 birthday at Las Vegas.  

 March 2003 USA trip; Los Angeles; Mojave; Las Vegas; Tuscon, Dallas; Memphis, 

Atlanta, Houston, Miami. 

 May 2003 Rome and Pantelleria, Italy. 

 June 2003 Paris Air Show. 

 July 2003 Oshkosh. 

 May 2004 Berlin Air Show. 

 June 2005 Paris Air Show. 

 Nov 2006 New Zealand via Hong Kong; saw Anson, Hudson, Avenger and Catalina at 

Wigram Museum. 

 October 2007 South Africa; Cape Town via Amsterdam; saw Shackleton and Ventura at 

Ysterplaat. 

 

Totals – In total John logged 68,932 planes, 48,392 trains, 62,254 buses and recorded details of his 

706 flights. 

Below (207): Douglas C-

47A ZS-CAI at 

Johannesburg on the 23
rd

 

April 1996. John had 

undoubtedly talked his 

way into the hangars again. 

(John Martindale) 
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The Anorak versus Mr Interesting 

 

A very unfashionable activity – The only activity which is regarded as less fashionable than plane 

spotting is trainspotting. Both socially unacceptable activities are viewed derogatorily by the 

general public as a „anorak‟ activities. The anorak term probably derives from the fact that the 

waterproof garment is very functional, with pockets to hold pens, pencils and notebooks, and warm 

enough for a spotter standing around at airports or railway stations in the British weather. The word 

„anorak‟ has now come to mean a pejorative term which is directly exclusively at men who have an 

intense interest and detailed knowledge of a non-mainstream activity that most people find boring. 

The arcane knowledge derived by the anorak is seen as being relevant for only the person himself 

and of no interest to anyone else.  

 The so-called „anorak‟ – also called a „nerd‟ or „geek‟ – has two consistent qualities. Firstly, 

he (it is always he) is very knowledgeable, and in many cases expert, in his chosen subject. 

Secondly, he enjoys his activity, for on a Friday, as the working week draws to a close, the spotter 

has something to look forward to. During the weekend, when he goes to an airshow or stands at the 

end of a runway, he enjoys his harmless activity. To the ignorant public, the anorak is someone to 

be pitied, who has a lack of social skills. Unlike this popular misconception, the spotter is in fact 

capable of talking to fellow human beings. In fact, when he goes to the airport he chats to the mates, 

where camaraderie can develop due to the knowledge that the fellow spotter is „one of us‟. More 

than a few lifelong friendships have been formed at airports and train platforms.  

 Spotting is a completely harmless activity. There are other hobbies, for example, fishing, 

which are also harmless (though not to the fish) but for some reason are deemed to be socially 

acceptable. Nobody calls the fisherman a nerd or suggests they have wasted their time at the river. 

Whenever I want to catch a fish I make a quick trip to the chippie, where I never fail to catch my 

prey. The point, of course, is that their activity is relaxing and is one which they enjoy. But nobody 

treats a fisherman with contempt. 

 

Mr Interesting - I distinctly remember one of my favourite conversations with my dad in which I 

recounted my own views of anorak spotters and their detractors. It ran roughly as follows - 

 

 Try as he might, during a midweek night the only form of exercise for the anorak basher (Mr 

Interesting) is running to the fridge to get another sixpack. Upon his return he goes back to stare 

like a zombie at the television, followed by the same vague sense of disillusionment he gets every 

night when he retires to bed. Meanwhile, The Anorak also watches the gogglebox but only for an 

hour. In that time he adds to his historical and engineering knowledge when watching a 

documentary covering how the understanding of metal fatigue was developed during the 1950s. 

Then he finishes his Hawker Hurricane model, which helps to develop concentration, craftsmanship 

and precision. When he retires to bed he feels like he has achieved something and not entirely 

wasted his evening. His only regret is that the evening is over before he can indulge in further 

constructive activities.  

 We then fast forward to the Sunday. The Anorak has taken his family to an airshow, which 

has been enjoyed both by his wife, who nattered to the other spotter wives at the wine tent, and by 

the spotter, who has been eagerly anticipating the event for many weeks. Meanwhile, Mr Interesting 

is popping the anti-depressants because his life is so dull.  

 On the Monday morning Mr Interesting asserts his supposed superiority by teasing The 

Anorak about his antisocial hobby.  

 „All right Anorak? You been collecting your numbers again?‟ 

 There are many sniggles by other like-minded robots with no reason to exist. 

 The Anorak is about to withdraw to another table, where he will not be subjected to the usual 

form of socially accepted bullying. Instead he asks, „So what did you do then?‟ 
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 Mr Interesting replies, „Well, I wasn‟t standing around an airfield with a pencil and an 

anorak!‟   

 More sniggers from the others, who have been conditioned by society to mandatorily partake 

in this form of abuse.  

 „No, really. When I was enjoying my weekend, what did you do?‟ 

 Mr Interesting cannot tell the truth because „I went to Tesco then cut the grass‟ does not seem 

to be life affirming. Instead he states, „I was working at the weekend,‟ he states, asserting this like 

some badge of honour, continuing with, „I don‟t have time for your sad activities. Some of us have 

got a life.‟ 

 Mr Interesting was working at the weekend. He did not need the money but took on an 

overtime shift on Saturday simply because he did not have anything better to do. As for the Sunday, 

he enlarged a cavernous bumprint which he has been steadily forging into his beer-soaked sofa.  

 Some people live for their work, which the Anorak thinks is just fine so long as the job is one 

that they love. „What do you do?‟ 

 „A security guard,‟ says Mr Interesting defensively.  

 „That must be…life affirming for you.‟ 

 Mr Interesting resorts to his ignorant, intolerant bashing of the harmless spotter, telling the 

„sad anorak‟ to „get a life‟. Yet as he does so he has the same sense of vague disillusionment that he 

experiences every evening before he retires to bed.  

 Ten years later The Anorak – let us call him Mr Martindale – has taken early retirement so he 

can indulge in his many varied interests and spend time with family and friends. His only regret is 

that the days are not long enough to pack in everything he wants to do. Meanwhile Mr Interesting 

has also just retired. He has been looking forward to retiring for years but after two months he is 

terminally bored. Unfortunately this is in a purely literal sense, for due to Mr Interesting suddenly 

having literally nothing to do all day his boredom has become terminal. There is only one good 

thing in that Mrs Interesting only needs two minutes to write her late husband‟s very brief eulogy.  

 So the next time you call someone an anorak, you just consider your own dreary work-bound 

existence as you continue your life-long struggle to find an interest in life. Meanwhile we anoraks 

will get on with our criminally unfashionable hobbies with a smile on our face.  
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Left (208): The „British Airliners‟ page 

within John‟s stamp albums consists of a 

photo of the Irish Law Viking and 

explanatory text. Mounted above are nine 

aircraft stamps, each with some descriptive 

text about either the type or the particular 

aircraft shown in the stamp. The three 

stamps at the bottom all show a Vickers 

Viking. The central stamp is from Gibraltar 

while on either side are Iraqi stamps 

showing Vikings in Iraqi colours.  

Part XIV – Aviation Stamps 
 

Stamps 

 

nother of John‟s interests, which shall be covered only briefly here, was stamp collecting. The 

content of all 100 of his albums is beyond the remit of this booklet but the two aircraft related 

albums are of interest to those of us who are aeronautically minded.  

 In the two albums, each page has a theme such as a particular type of aircraft or a country. 

Below the mount for each stamp is a short piece of explanatory text. First day covers are also 

included as well as, on occasion, pieces of real aircraft. The topics in the two albums include „In the 

beginning – Bleriot‟, „British airliners‟, „BEA / BOAC‟, „BOAC flying boats‟, „World War II 

fighters‟, „World War II bombers‟, „Helicopters‟ and „Supersonic transports‟. Some pages focus on 

one aircraft type such as the Douglas DC-3, Vickers Viscount, Vickers Vanguard, De Havilland 

Comet, Bristol Britannia, Lockheed Constellation and BAC 1-11. Russian aviation appears as a 

particular focus, with the six pages devoted to Russian aircraft stamps including photos he took 

when on his spotting trip to Russia in 1995. 

 There also appears one very amusing page, entitled „The Sin Bin‟, which shows stamps with 

errors. The accompanying text explains why the stamp has been sin-binned, with examples such as: 

„No – it‟s not a Tupolev 114. Try Tupolev 144‟; „Boeing didn‟t design the 747 without the bump!‟; 

„Plane landing at a railway station‟; „A green BEA Trident‟; and „What a drawing of a Comet 

nose!‟ 

 One other point of interest in the collection is an envelope with three Deutsche Bundespost 

stamps with a postmark dated 16
th

 October 1977. Clearly stamped in blue ink on the left is the name 

and address of the sender: a certain Hatto Kuhn of Cologne.  

 

   

A 
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Right (209): This entry goes one better by adding an aircraft 

part to the stamp collection. The explanatory text at the bottom 

reveals the provenance: „Recovered from a Royal Navy Sea 

Vampire lying for scrap in 1970 at Quarrywood near Elgin is 

part of the Squadron markings painted on the material which 

covered the wooden nose and fuselage.‟ Mounted at the top of 

this page are two stamps from Chile showing a De Havilland 

Venom, the bomber variant of the Vampire.  

  

Above left (210): This page features stamps showing Sunderland flying boats and an Empire 

flying boat. Also mounted is a seating plan and boarding card issued to John‟s father Jack when 

flying on BOAC flying boat G-AHZG from Hong Kong to Japan in April 1949.  
 

Above right (211): In the Golden Age of aviation, passengers were issued with Flight Bulletins 

which gave precise details of the flight such as the height, speed and the time when they would 

pass by a waypoint. This BEA example was issued to John‟s father on the 10
th

 October 1961 

when en route from London to Warsaw on Comet G-APMD. Do not expect such a document the 

next time you take a Squeezyjet flight.  
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Left (212): Time moves on. This 

document is from the 24
th

 July 1991, 

during a return flight from Toronto on 

an Air Canada 767. John‟s explanatory 

text reads as follows: „The map shows 

the routings over eastern Canada with 

the various waypoints. The computer 

printout came from the digital system by 

which the aircraft communicates its 

position and status with its operations 

centre. From the slip we can see the 

position at 03.11 GMT was YNA 

(Natashquan), at Flight Level 370 

(37,000 ft) the fuel state wind 268 

degrees at 8.7 knots. The next position 

was YAY (St Anthony) at 03.36 GMT. 

The flight continued to Glasgow with 

landfall over Tiree.‟ 

Above (213): This is not your ordinary type of holiday 

postcard. The sender, John‟s friend Stewart Aitken, does 

not appear to have had any donkey rides on Blackpool 

beach. Rather he had been on a training course for BEA 

Stewards at Heathrow. Stewart has sent only essential 

information, that being of course the registrations of the 

civilian aircraft he has seen. The aircraft are a Swissair 

DC-9, East African Airways VC10, Swiss Learjet, South 

African Airways 707, Ghana Airways VC10 and Aeroflot 

Il-18. 
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When philately and wrecking combine 

 

From an aviation archaeology perspective there is one particularly interesting entry in John‟s stamp 

collection. As a stamp collector with a detailed knowledge of aviation, and in particular air crashes, 

John was able to figure out the significance of one particular air mail letter. It looks much as any 

other envelope except for the portentous „Damage due to Air Mail interruption‟ stamping and the 

burn mark at the bottom.  

 John‟s entry reads as follows – 

 

„This cover was aboard United Air Lines Flight 6 from Seattle to San Francisco. As can be seen 

from the postmark, it had been posted at Portland and loaded aboard the DC-3 during its pick up 

stop at Portland. Lost in bad weather and inadequate navigation aids, the aircraft ran out of fuel off 

the coast of Point Reyes trying to reach San Francisco. It floated ashore after a successful ditching 

but five of its passengers and crew were swept off the fuselage and were drowned. Mail was 

recovered and delivered with the ominous stamping of “Air Mail Disruption”.‟ 

 

  

 

 

 

 

 

 

 

 

 

 

 

 

 

 Following the ditching of 

DC-3 NC16066 just under a mile 

off the coast, the seven occupants 

escaped through an overhead 

hatch in fuselage. Having taken 

positions on the wing and tail of 

the floating aircraft, disaster 

struck when the Dakota struck 

submerged rocks. This had tragic 

consequences as five of the seven 

people subsequently drowned.  

 The envelope in the stamp collection was 

kept inside one of four sacks which were kept 

dry inside the relatively intact forward fuselage 

section. This aspect is heart-breaking because all 

seven people on board would have remained 

safe if they had resided with the sacks inside the 

fuselage.  

Above (214): This Air Mail envelope, postmarked 28
th

 November 

1938, was on board United Air Lines Flight 6, and has been 

stamped with „DAMAGE DUE TO AIR MAIL INTERRUPTION 

NEAR PT. REYES, CALIF, NOV 29 1938‟. The other point that is 

impossible to ignore is the burn mark at the bottom of the envelope.  

 

Below (215): The remains of DC-3 NC16066 washed up on the 

coast. All seven occupants escaped through an overhead hatch, 

which can be seen here in the open position behind the cockpit. 
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Part XV – On The Hills 
 

Early wrecking activities 

 

ow that we have covered some 

of John‟s favourite aviation-

related activities, it is time to go 

back to our main focus: wrecking. 

Over the course of over four decades 

he visited at least 52 wreck sites 

visits, some on multiple occasions, with at 

least 80 visits recorded. John‟s first visit to a hillwreck 

was in 1965 when he visitied the Box Law Devon and 

Irish Law Viking. In July 1967 he revisited both wrecks 

and then walked on to find the Spartan Cruiser on Hill Of 

Stake. There was only one visit in the late 1960s - 

Typhoon MN532 in 1969 – before he started the hobby in 

earnest in the early 1970s. 

 The first of many visits in the 1970s began in April 

1971 with the Typhoon on Benty Cowan Hill in East 

Ayrshire. Three months later there was a visit to the 

Heinkel 111 on Cairnsmore of Fleet. But it was the 

autumn of 1971 when weekend „wrecking‟ began; from 

September 1971 to the following spring he visited at least 

sixteen new wreck sites. In September and October there 

was a seven-week period where every weekend bar one he found new 

wrecks. These were the Millfore LB-30 Liberator (with the McKinnons), the 

Succoth Glen B-29, the Dunrod Hill Anson, the Fathan Glinne Whitley (with 

his brother and future sister-in-law), the Box Law Wellington and the Hudson 

near Loch Bradon. Two weeks later, in mid-November, he was back at it, this 

time finding two in one day – the Prentice in the Kilsyth Hills and the Firefly 

on Meikle Bin. Two weeks later he found the Hill Of Stake Seafire. And next, 

in mid-December 1971, John found one of the jewels of wrecking: the 

Hudson on Ben Lui. There was then a break of a few weeks at the start of 

1972, most likely due to weather conditions, but the finds continued with the 

Harvard on Little Knock at the end of January and a trek through snow to find 

the Martlet on Ben Bheula in February. In the spring there were more finds, 

with visits to the Blackside B-26 and the Loch Enoch Whitley with SWAIG personnel. The 

weekend after the Whitley was also productive, with John leading a SWAIG party to the 

Cairnsmore Heinkel 111 that he had found the year before. At some point in this period there was 

the first visit to the Oxford on Loch Laidon. 

 In the autumn of 1972 he attended the computer programming course at Kenilworth, meaning 

there was a gap of a few months where no hillwalks were undertaken. As covered previously, John 

spent this time productively by undertaking weekend visits to the Public Records Office at Kew. 

When he returned from the trip he had ammassed valuable research information which would lead 

to new finds in the following year. Before the year was out John found the Dragon Rapide at 

Craigton Dam, which may have been the first with Eleanor in tow.  

 1973 was another productive year, with at least twelve sites visited. It began in March with a 

SWAIG party, including Ronnie and Valerie McKinnon and George Pittendreigh, visiting the 

Succoth Glen B-29. There were five weekends in April 1973 and John found wrecks on each 

weekend: two Ansons, a C-47, a fourth visit to the Spartan Cruiser and a return visit to the Loch 

N 

Above left (216): The date is the 14
th

 

October 1972, with John en route to 

the Loch Enoch Whitley.  

(John Martindale) 

 

Above right (217): Possibly on the 

same day, John is ready to take to the 

hills, with walking boots, orange 

SWAIG hat, camera and pipe.  

(John Martindale) 

 

Below (218): John and Eleanor on the 

hills somewhere in southern Scotland.  

(John Martindale) 
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Enoch Whitley with the RAF recovery team. A return trip to Corserine followed in May when a 

Mosquito was found. Then, within the first three weeks of June 1973, John found four wrecks. In 

the first two weekends he found the Ben Inner Blenheim and made a return visit to the Loch Laidon 

Oxford. During the latter half of June, when on holiday with 

fiancee Eleanor at Kirkyetholm in the Borders, several days were 

spent on the hills, with the Windy Rig Hampden and the 

Mosquito on The Curr being chalked up. Then in August they 

returned to the hills to find another Anson, this time on 

Craigronald. On the 2
nd

 September he returned to the Borders, 

this time with SWAIG colleagues, to find the Kielder Forest 

Halifax. This was his final wrecking trip as a single man as later 

in the month he married Eleanor. With Galloway being a 

favourite location, the couple spent their honeymoon in this 

region in October 1973.  

 There were more finds in 1974, including the Anson at 

Whittliemuir Dam, the Auster Workmaster on Dungeon Hill 

(with Bill Stevenson), and the Lockheed 14 on Ben Uird. Several 

of the mainland wrecks with the most wreckage remaining had 

already been found so some of the walks in this period were 

return visits with the Marauders. In February 1975 yours truly 

entered the scene to put a spanner in the works. Weekend 

excursions to lonely, rain-soaked crash sites were understandably 

more limited (sorry about that, dad). However, I had not 

completely knackered everything for there were some exceptions, 

such as the memorable Operation Whitehills in August 1975. John 

had to make the journey up north on his own because my mother 

and I, plus all the baby-related paraphenalia, could not fit on the 

back of his motorbike. There were two more excursions in 1975, 

these being the Loch Doon Hurricane and the Blaeloch Hill 

Firefly in September 1975.  

 Family responsibilities resulted in a break from wrecking but in March 1976, just after my 

first birthday, I was dumped on his back for a trip to find a Beaufighter on Auchingilloch Hill. 

There were a number of such trips on my father‟s back but in time these became rarer. John‟s 

involvement in SWAIG waned at this time, not necessarily from lack of enthusiasm but due to 

family obligations and having to put up with my drooling on the carpet. The game was well and 

truly up in 1978, when my brother Ronnie came along. Carrying one infant on his back was do-able 

but two of the little blighters made wrecking impossible. The overall activities of SWAIG had been 

significantly reduced by this time, one prime reason being the departure of the McKinnons south of 

the border. Other members similarly had less time, with work or family commitments limiting their 

free time.  

 

  Left (220): To celebrate my 

entry into the world, I was 

presented with a very nice pair 

of walking boots, complete 

with SWAIG branding. The 

daughter of one member was 

given a christening cup made 

from the supercharger from a 

Typhoon fighter bomber. 

(Dougie Martindale) 

 

Below (219): My memory of 

my first wreck visit is rather 

hazy but I believe it was to 

Beaufighter X7764 on 

Auchingilloch Hill. Only the 

engine nacelle and wing part 

were found, with paint colours 

being dark grey upper and 

light grey lower. At least I 

think that is right as I had only 

just celebrated my first 

birthday.  

(Eleanor Martindale) 
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The lean period 

 

The 1980s were a lean period in terms of wrecking, with John engaging in other interests such as 

spotting, stamp collecting, cycling and, of course, career and family commitments. There was a 

memorable exception in this period, when a family outing was undertaken to the Loch Doon 

Hurricane. In July 1990, there was another family trek, this time to the Apedale Javelin during a 

summer holiday in Yorkshire.  

1993 was not a good year for the Martindales due to 

the loss of our mother Eleanor in September. Only a month 

after the passing of his wife, John took his boys to the 

Firefly on Blaeloch Hill, with trips to the hills or cycling 

excursions being an excellent method of bonding.  

 In 1994 I pestered my father for more wrecking trips. 

The first took place in July, along with Ronnie, to the 

summit of one of John‟s favourite locations: the 2,669 foot 

Corserine in the southern uplands. We then trekked 

onwards to find the few remains of the Belgian C-47 on Carlin‟s 

Cairn. Then, after more pestering, my father took me to the 

Muirshiel hills to find the Viking, Devon and Wellington on the 

same day. And in October of the following year, John led myself 

and a friend to the Ben Bheula Martlet.  

 John‟s penultimate mainland wrecking trip in the 1990s was 

a solo trip to find Hudson N7235 in East Ayrshire. 

 

Happy times again 

 

Happier times came around once again when John met Barbara at a walking club in the late 90s. On 

the 15
th

 February 1999, during a Valentine‟s Day trip, they attempted to find a Beaufighter at 

Tyninghame in East Lothian. In October 1999 they married, having literally run away to Gretna 

Green with two friends, Alastair and Morag, who acted as witnesses on the day. Many days were 

spent in the hills, including the aforementioned wrecking trip to the Beaufighter on Maol 

Mheadhion. In May 2002 they returned to Islay and found the Firefly on Beinn Uraraidh.  

 In this period there were regular mountain visits with his 

friends Alastair and Alan. John climbed 65 Munros (mountains 

over 3,000 feet) but both his friends were dedicated Munroists 

who completed assents of all 282 mountains in Scotland.  

 In June 2003 John made a return visit to the Hudson on 

Ben Lui. The following July he found the B-24 on Beinn Nuis, 

returning two years later with Alastair and Alan to find both 

the B-24 and B-17 on this same Arran mountain. In 2007 John 

chalked up his final three new wrecks, these being the 

Queenside Muir Typhoon and Lairdside Hill Anson (both with 

plane spotting buddies) and the Goat Fell Beaufort. 

 Around this time James Towill and I were researching 

the Irish Law Viking crash for our book Viking Down! John‟s 

final two hill wreck visits were in support of this project, the 

first walk being a solo visit in snow to take photos of the final 

route and impact point of the airliner when it struck Irish Law. 

His final visit was on the 21
st
 April 2008, the 60

th
 anniversary 

of the crash, when he led two sons of the BEA Steward to the 

crash site.  

Above (222): On top of a 

mountain in happy times with 

wife Barbara. There were two 

good quality identical purple 

checked shirts which saw sterling 

service during many hillwalks.  

(Barbara Martindale) 

Above (221): A good day 

within a dark period, with 

John and son Ronnie next to 

the Blaeloch Hill Firefly. 

John‟s strained expression in 

this October 1993 image is 

very unusual and is a clue to 

recent events.  

(John Martindale) 
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Above (223): John on his way to Beinn Nuis, 

where he would find the wrecks of a B-24 and B-

17.  

(John Martindale) 

 

Right (224): Given John‟s penchant for collecting, 

it was surprising that he did not catch the Munro-

bagging bug. However, he did climb 65, many with 

his Munroist friends Alastair and Alan. This shows 

John on Meall Tarsuinn (on the south side of Glen 

Etive) on the 31
st
 January 2006, with a near perfect 

cloud inversion behind. The three gents climbed 

Stob Coir‟ an Albannaich (3,425 feet) and Meall 

nan Eun (3,045 feet) later in the day. 

(John Martindale) 

Above (225): This shows John during his final 

hillwreck visit. It is fitting that it should be to the 

Irish Law Viking as this was the very first wreck 

site he visited in 1965. The date of his final visit 

was 21
st
 April 2008, sixty years to the day since the 

accident. On the day John led Shaun and Martin 

Moroney, sons of the Steward Con Moroney, to the 

precise spot where their father was involved in such 

a narrow escape. This screen capture is from the 

video footage taken by Shaun and shows John 

explaining the route the Viking took immediately 

before impact.   

(Shaun Moroney) 
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Below (226): The lyric 

sheet to Martindale‟s 

Marauders, signed by 

Lex Kelly, Ronnie 

McKinnon, Alex Brodie 

and Angus Bain. 

 

Part XVI –Martindale’s Marauders 
 

he name of this booklet - Martindale‟s Marauders - is a direct 

reference to a song of the same name which members of 

SWAIG wrote for John‟s wedding in 1973. It may have been sung at 

either the wedding reception or the stag night. It was most likely Lex 

Kelly, a professional musician who had experience in writing 

parodies, who took the lead in writing the amusing verses which 

made references to SWAIG activities. 

 

  

T 
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The Marauders – In the song lyrics, the second verse – „We took a trip to Strachur to see a Yankee 

plane‟ – refers to the B-29 on Succoth Glen near Lochgoilhead. Mention is also made of the Ben 

Lui Hudson and in the later text the Kielder Forest Halifax, one or both of the Whitleys and the Hill 

of Stake Seafire. The name „Marauder‟ derives from three aspects. Firstly there is the alliteration 

which results from the use of M at the start of both words. Next there is the concept of the SWAIG 

folks marauding over hillsides in search of wreck sites. Lastly it may refer to the Martin B-26 

Marauder, an American twin-engine medium bomber which had a reputation for a high accident 

rate.   

   

Washing machines (or not) - As suggested by the humorous tone of the song, the SWAIG folks – 

the Marauders - would often have a laugh at various points due to the social element of the group. 

However, it should be pointed out that this humour did not extend to examination of fatal crash 

sites, when the appropriate decorum would always be observed. There were many in-jokes, for 

example the name made in jest for John of Messiah Martindale. Another was that he had a map, 

pipe and compass and none of them worked. One of the more amusing stories is in relation to a trip 

to the Liberator wreck. On the way up the hill someone found metal debris, which John derisorily 

dismissed as belonging to a „washing machine‟. The assembled group kept going up the hill in poor 

weather, trying in vain to find the wreck site. During the return journey they stumbled across the 

wreck and, nearby, found the same piece of metal spotted earlier in the day. It was not a washing 

machine part!  

 

Where eagles dare – The other amusing tale referred to in the third verse involves a 

misunderstanding which occurred when John was leading a party of around ten to find the Heinkel 

111 on Cairnsmore of Fleet. It was a misty day in 1972, and since it was Easter weekend George 

had thoughtfully brought Easter eggs along for the occasion. On the way to the wreck they passed 

by a couple making their way down from the hill who remarked that they had not been able to find 

it. Someone in the SWAIG retorted with „John knows the way, he‟s been to it before.‟ So the 

hopeful pair tagged onto the end of the SWAIG group and re-climbed the hill.  

 Nearing the top the couple asked „Is the nest well used?‟ (or words to that effect) 

 This somewhat perplexed John, who told them that this was where it had exploded.  

 „What do you mean exploded?‟ said the hapless couple.  

 „Well, the German bomber, of course. What did you think I meant?‟  

 „But…we are not looking for a German bomber,‟ they replied. 

 There was a moment of silence when everyone realised there had been some form of 

communication breakdown.  

 „What are you looking for?‟ 

 „An eagle‟s nest,‟ was the reply from one of the ornithologists. 

 „Em, sorry, but we‟re looking for the crash site of a Heinkel 111 bomber…not an…eagle‟s 

nest!‟ 
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Above (227): In this staged photo, John lies on the ground with 

Peter Rowe, Ronnie McKinnon and Lex Kelly (left to right) 

looking over Loch Laidon. This photograph was used in 

memorial booklet for John‟s funeral in January 2013. 

(John Martindale/ SWAIG) 

 

 

 

 

 

 

 

 

 

  



 

Martindale’s Marauders Page 146 
 

Part XVII – References 
  

Primary references 

 

Air Ministry Order A.926/40, 12
th

 December 1940. 

Air Ministry Order A.30/41, 9
th

 January 1941. 

Air Ministry Order A.864/44, 7
th

 September 1944. 

Royal Air Force Accident card for Anson K6255. 

Royal Air Force Accident card for Anson L7949.  

Royal Air Force Accident card for Wellington R1164. 

Royal Air Force Accident card for Typhoon DN365.  

Royal Air Force Accident card for Devon VP969.  

Scotland West Aircraft Investigation Group Newsletters 1-14, 1975-1977 (Editor 1-13: Lex Kelly; 

14: Bruce Smith). 

United States Air Force accident report for B-29 44-62276. 

United States Army Air Force accident report for B-17 42-97286 (viewed at 

http://www.aircrashsites-scotland.co.uk/boeing_b-17g_nuis02.htm) 

 

Newspaper references 

 

Air Perils. Greenock Telegraph, 27
th

 July 1939 (supplementary). (Via http://www.aircrashsites-

scotland.co.uk) 

Ayrshire Hunt After „Plane Hits Hill. Evening Times, 4
th

 June 1958. 

Fitting Tribute To War Pilot – 65 Years On. Galloway News, 19
th

 March 2009. 

Four Men Injured In „Plane Crash Near Lochwinnoch. The Glasgow Herald, 20
th

 September 1938. 

Fowler, John. Out Of The Mist, A Crash 33 Years Old. The Sunday Express, 6
th

 October 1974. 

High Winds Sweep Scotland. The Glasgow Herald, 14
th

 January 1938. 

Letters: 1941 Plane Crash. Killin News Issue 102, February 2008. 

No Trace Of Seafire. Evening Times, 4
th

 February 1947. 

Parker‟s Way: Bob‟s Horror Find On A Lonely Moor. The Paisley Daily Express, 16
th

 September 

1985. 

Pilot‟s Memory Set In Stone. Dumfries And Galloway Standard, 1
st
 April 2009. 

„Plane Crashes Into Dyke. Greenock Telegraph, 27
th

 July 1939. (Via http://www.aircrashsites-

scotland.co.uk) 

„Plane Crashes Near Largs. The Glasgow Herald, 15
th

 January 1938. 

„Plane Crashes On Renfrewshire Hilltop. The Glasgow Herald, 27
th

 July 1939. 

„Plane Lost In Mist Hit Hill: Crew Saved. The Glasgow Herald, 14
th

 January 1938. 

R.A.F. „Plane Crashes On Hill In Mist. The Glasgow Herald, 20
th

 September 1938. 

Rough Seas In Firth Of Clyde. The Glasgow Herald, 14
th

 January 1938. 

Scottish R.A.F. Crash. The Glasgow Herald, 2
nd

 April 1938. 

Tracking Down Air Relics Is Their Hobby. Evening Times, 10
th

 November 1977. 

Until The Day Break. Dumfries And Galloway Standard, 18
th

 March 2009. 

 

Secondary references 

 

Angelucci, Enzo, Matricardi, Paolo and Pireluigi, Pinto. Complete Book Of World Combat Aircraft. 

White Star Publishing, 2001. 

Aviation Archive Series: German Bombers Of The Second World War. Key Publishing, 2015. 

Aviation Archive Series: RAF Inter-war Bombers. Key Publishing, 2015. 

Aviation Archive Series: US Carrier Aircraft Of World War 2. Key Publishing, 2016. 

Aviation Archive Series: US Bombers Of WW2. Key Publishing, 2014. 

http://www.aircrashsites-scotland.co.uk/
http://www.aircrashsites-scotland.co.uk/
http://www.aircrashsites-scotland.co.uk/
http://www.aircrashsites-scotland.co.uk/


 

Martindale’s Marauders Page 147 
 

Aeroplane Collectors‟ Archive: British Bombers Of World War 2. Kelsey Publishing, 2013. 

Aeroplane Collectors‟ Archive: British Fighters Of World War 2. Kelsey Publishing, 2013. 

Aeroplane Collectors‟ Archive: British Multi-engine Support Aircraft Of WW2. Kelsey Publishing, 

2014. 

Aeroplane Collectors‟ Archive: Fleet Air Arm Aircraft Of World War 2. Kelsey Publishing, 2013. 

Bristol Company Profile 1910-1959. Kelsey Publishing, 2014. 

Brown, Captain Eric „Winkle‟. Wings On My Sleeve. Weidenfeld & Nicolson, 2007. 

Bussey, Geoffrey. Fairey Firefly F.Mk.1 to U.Mk.9. (Warpaint Series No.28). Hall Park Books, 

n.d.. 

De Havilland Company Profile (Military Types) 1920-1964. Kelsey Media, 2014. 

Earl, David W.. Hell On High Ground: A Guide To Aircraft Hill Crash Sites In The UK And 

Ireland. Airlife Publishing Ltd, 1995. 

Ellis, Ken. Lost Aviation Collections Of Britain. Crecy Publishing Limited, 2011. 

Fairey Company Profile 1915-1960. Kelsey Media, 2012. 

Flypast July 2016. Key Publishing, 2016. 

McLachlan, Ian. Aviation Archaeology. Flypast, June 1989. 

Green, William. Famous Bombers Of The Second World War (second series). Macdonald & Co 

(Publishers) Ltd., 1962. 

Halifax: From Front-line Bomber To Post-war Transport (Aeroplane Icons). Kelsey Publishing 

Group, 2013. 

Hutchison, Iain. The Flight Of The Starling: The Story Of Scottish Pioneer Aviator Captain Eric 

Starling F.R.Met.S., M.R.Ae.S.. Kea Publishing, 1992. 

Jackson, Robert (editor). The Encyclopaedia Of Aircraft: Over 3000 Military And Civil Aircraft 

From The Wright Flyer To The Stealth Bomber. Silverdale Books, 2004. 

McLachlan, Ian. Eighth Air Force Bomber Stories: A New Selection. Sutton Publishing, 2004. 

Moyle, Harry. The Hampden File. Air-Britain Limited, 1989. 

RAF Museum Series: Volume 3: Colours Of World War Two: The Official Camouflage, Colours & 

Markings Of RAF Aircraft, 1939-1945. Arms And Armour Press, 1976. 

Robertson, Bruce. Aircraft Camouflage And Markings 1907-1954. Harleyford Publications Limited, 

1959. 

Robertson, Bruce. Aircraft Markings Of The World 1912-1967. Harleyford Publications Limited, 

1967. 

Spitfire: The Battle Of Britain‟s Iconic Interceptor (Aeroplane Icons). Kelsey Publishing Group, 

2014. 

Stemp, P. D.. Kites, Birds & Stuff: Aircraft Of Germany: Heinkel. Lulu.com, 2014. 

Sturtivant, R. & Burrows, M. Fleet Air Arm Aircraft 1939 to 1945. Air Britain (Historians) Ltd., 

1995.  

Sturtivant, Ray. The Anson File. Air-Britain (Historians) Ltd., 1988. 

Supermarine Company Profile 1913-1963. Kelsey Publishing, 2012. 

Watkins, David. The History Of The De Havilland Vampire. Fonthill Media, 2013. 

 

Web references 

 

Freeman, Roger A.. Camouflage & Markings Number 13: Boeing B-17 Flying Fortress USAAC & 

AAF, 1937-1945. Ducimus Books Limited, 1971. 

(http://www.boxartden.com/gallery/index.php/Profiles/Camoflage-Markings/13-Boeing-B-17) 

 

Freeman, Roger A.. Camouflage & Markings Number 17: Consolidated B-24 Liberator USAAF, 

ETO & MTO, 1942-1945. Ducimus Books Limited, n.d.. 

(http://www.boxartden.com/gallery/index.php/Profiles/Camoflage-Markings/17-Consolidated-B-

24) 

http://www.boxartden.com/gallery/index.php/Profiles/Camoflage-Markings/13-Boeing-B-17


 

Martindale’s Marauders Page 148 
 

 

Goulding, James. Camouflage & Markings Number 2: Hawker Hurricane: RAF Northern Europe 

1936-45. Ducimus Books Limited, n.d.. 

(http://www.boxartden.com/gallery/index.php/Profiles/Camoflage-Markings/03-Hawker-Hurricane) 

 

Goulding, James. Camouflage & Markings Number 7: Bristol Blenheim: RAF Northern Europe 

1936-45. Ducimus Books Limited, n.d.. 

(http://www.boxartden.com/gallery/index.php/Profiles/Camoflage-Markings/07-Bristol-Blenheim) 

 

Jones, R.C.. Camouflage & Markings Number 6: De Havilland Mosquito: RAF Northern Europe 

1936-45. Ducimus Books Limited, 1970. 

(http://www.boxartden.com/gallery/index.php/Profiles/Camoflage-Markings/07-Bristol-Blenheim) 

 

Neumann, Bernard de. A Fateful Voyage: Convoy under Attack in the Atlantic (Part 1) - Tale of 

Unexploded Bombs and Heroism. 

(http://www.bbc.co.uk/history/ww2peopleswar/stories/17/a1124317.shtml) 

 

Neumann, Bernard de. A Fateful Voyage: Convoy under Attack in the Atlantic (Part 11) - Tale of 

Unexploded Bombs and Heroism. 

(http://www.bbc.co.uk/history/ww2peopleswar/stories/89/a8027589.shtml) 

 

Pirie, Findlay. World War II In The Portsoy Area.  

(http://toonloon.bizland.com/ppap/wp-content/uploads/2012/03/W.W.2-Incidents.pdf) 

 

The Second World War - A Day By Day Account, 1
st
 March 1941.  

(http://homepage.ntlworld.com/andrew.etherington/1941/03/01.htm#March%201st,%201941) 

 

Walravens, Hartmut.  Obituary of Hatto Kuhn. 

(https://www.uni-hamburg.de/oag/noag/noag_1988_2_2.pdf) 

 

http://aircrashsites.co.uk/raf-crash-sites-1942-1945/052e/ 

http://america.pink/sc250-bomb_3852893.html 

http://aviation-safety.net/database/record.php?id=19381129-0  

http://aviation-safety.net/wikibase/wiki.php?id=158280 

http://aviation-safety.net/wikibase/wiki.php?id=176881 

http://aviation-safety.net/wikibase/wiki.php?id=70855 

http://forum.12oclockhigh.net/showthread.php?p=205646 

http://forum.keypublishing.com/showthread.php?130448-Luftwaffe-Air-Sea-Rescue-in-upper-

North-Sea-area 

http://forum.keypublishing.com/showthread.php?20423-Ebay-B17 

http://forum.keypublishing.com/showthread.php?59865-Whitley-P5090-Fathan-Glinne 

http://legendsintheirowntime.com/Content/1945/B29_IA_4503_armament.html 

http://militaryaircraftcrashsites.blogspot.co.uk/2013/11/halifax-dk116.html 

http://pilotosdelaluftwaffe.tripod.com/lwmark.htm 

http://warmemscot.s4.bizhat.com/warmemscot-ftopic1177.html 

http://warmemscot.s4.bizhat.com/warmemscot-post-33992.html 

http://www.578squadron.org.uk/home.html  

http://www.nelsam.org.uk/NEAM/Exhibits/Exhibits.htm  

http://www.aircrashsites-scotland.co.uk  

http://www.aircrashsites-scotland.co.uk/anson_cauldron.htm 

http://www.aircrashsites-scotland.co.uk/anson-howwood.htm  

http://www.bbc.co.uk/history/ww2peopleswar/stories/17/a1124317.shtml
http://homepage.ntlworld.com/andrew.etherington/1941/03/01.htm#March%201st,%201941
https://www.uni-hamburg.de/oag/noag/noag_1988_2_2.pdf
http://aircrashsites.co.uk/raf-crash-sites-1942-1945/052e/
http://america.pink/sc250-bomb_3852893.html
http://aviation-safety.net/wikibase/wiki.php?id=158280
http://aviation-safety.net/wikibase/wiki.php?id=176881
http://aviation-safety.net/wikibase/wiki.php?id=70855
http://forum.12oclockhigh.net/showthread.php?p=205646
http://forum.keypublishing.com/showthread.php?130448-Luftwaffe-Air-Sea-Rescue-in-upper-North-Sea-area
http://forum.keypublishing.com/showthread.php?130448-Luftwaffe-Air-Sea-Rescue-in-upper-North-Sea-area
http://forum.keypublishing.com/showthread.php?20423-Ebay-B17
http://forum.keypublishing.com/showthread.php?59865-Whitley-P5090-Fathan-Glinne
http://legendsintheirowntime.com/Content/1945/B29_IA_4503_armament.html
http://pilotosdelaluftwaffe.tripod.com/lwmark.htm
http://warmemscot.s4.bizhat.com/warmemscot-ftopic1177.html
http://warmemscot.s4.bizhat.com/warmemscot-post-33992.html
http://www.aircrashsites-scotland.co.uk/
http://www.aircrashsites-scotland.co.uk/anson_cauldron.htm


 

Martindale’s Marauders Page 149 
 

http://www.aircrashsites-scotland.co.uk/anson_lairdside.htm  

http://www.aircrashsites-scotland.co.uk/beaufort_goatfell.htm 

http://www.aircrashsites-scotland.co.uk/boeing_b-17g_nuis.htm 

http://www.aircrashsites-scotland.co.uk/boeing_b-29a_succoth.htm  

http://www.aircrashsites-scotland.co.uk/cruiser_hill-of-stake.htm  

http://www.aircrashsites-scotland.co.uk/dh-devon_slaty.htm 

http://www.aircrashsites-scotland.co.uk/firefly_blaeloch-hill.htm 

http://www.aircrashsites-scotland.co.uk/hampden_w-gyle.htm  

http://www.aircrashsites-scotland.co.uk/halifax_glendhu.htm  

http://www.aircrashsites-scotland.co.uk/hudson_ben-lui.htm  

http://www.aircrashsites-scotland.co.uk/hurricane_loch-doon.htm 

http://www.aircrashsites-scotland.co.uk/liberator_b-24h_gairloch.htm 

http://www.aircrashsites-scotland.co.uk/martlet_bheula.htm  

http://www.aircrashsites-scotland.co.uk/seafire_hill-of-stake.htm  

http://www.aircrashsites-scotland.co.uk/typhoon_queenside.htm  

http://www.aircrashsites-scotland.co.uk/whitley_fathan-glinne.htm 

http://www.aircrashsites-scotland.co.uk/whitley_loch-enoch.htm  

http://www.aircrew-saltire.org/lib170.htm  

http://www.airhistory.org.uk/dh/_DH121%20prodn%20list.txt 

http://www.angelfire.com/sd2/spitfirefactory/te462.htm  

http://www.arc-duxford.co.uk/restorations/firefly/ 

http://www.aviationarchaeology.org.uk/groups  

http://www.aviation-history.com/engines/jumo211.html 

http://www.badenremembered.com/history/439squadron.htm  

http://www.bbc.co.uk/news/uk-northern-ireland-26818893 

http://www.belgian-wings.be/webpages/navigator/Photos/MilltaryPics/post_ww2/Douglas%20C-

47B%20Dakota/douglas_c47b_dakota.htm  

http://www.bowersflybaby.com/stories/army_paint.html 

http://www.britmodeller.com/forums/index.php?/topic/234975025-question-for-any-faa-ww2-

experts/ 

http://www.britmodeller.com/forums/index.php?/topic/234981911-fairey-firefly-dt977-of-1772-

nas-or-any-pictures-of-it-or-its-brethren/  

http://www.britmodeller.com/forums/index.php?/topic/235000506-172nd-az-model-grumman-

martlet-mki-x-2804-nas-1940-41/  

http://www.check-six.com/Crash_Sites/UAL_Trip_6.htm  

http://www.cmp-cpm.forces.gc.ca/dhh-dhp/his/ol-lo/vol-tom-4/3277-eng.asp 

http://www.convoyweb.org.uk/ob2/  

http://www.ejection-history.org.uk/Aircraft_by_Type/Gloster_Javelin.htm  

http://www.ejection-history.org.uk/SQUADRON_228_OCU/SQUADRON_228ocu.htm 

http://www.fleetairarmarchive.net/squadrons/1770.html 

http://www.greenharbor.com/ROHPDF/ROH45.pdf 

http://www.historyofwar.org/articles/weapons_he111H.html 

http://www.hmsindefatigable.co.uk/Squadron1770.htm 

http://www.hmstheseus.co.uk/804squadron.htm 

http://www.hrmtech.com/sig/articles/coastal_cam.asp 

http://www.iranicaonline.org/articles/grundriss-der-iranischen-philologie  

http://www.kentnet.org.uk/laag/LAAG-10-C.pdf 

http://www.lincsaviation.co.uk/museum/the-aircraft-recovery-group.htm 

http://www.militaryfactory.com/aircraft/detail.asp?aircraft_id=462 

http://www.mrjmaint.com/RegsHanger/Groundcrew/homepage/CFS3/aircraft/He111/Ground%20Cr

ew%20Design%20He111H%20history.php 

http://www.aircrashsites-scotland.co.uk/beaufort_goatfell.htm
http://www.aircrashsites-scotland.co.uk/boeing_b-17g_nuis.htm
http://www.aircrashsites-scotland.co.uk/firefly_blaeloch-hill.htm
http://www.aircrashsites-scotland.co.uk/hurricane_loch-doon.htm
http://www.aircrashsites-scotland.co.uk/liberator_b-24h_gairloch.htm
http://www.aircrashsites-scotland.co.uk/whitley_loch-enoch.htm
http://www.airhistory.org.uk/dh/_DH121%20prodn%20list.txt
http://www.arc-duxford.co.uk/restorations/firefly/
http://www.aviationarchaeology.org.uk/groups
http://www.aviation-history.com/engines/jumo211.html
http://www.bowersflybaby.com/stories/army_paint.html
http://www.britmodeller.com/forums/index.php?/topic/234975025-question-for-any-faa-ww2-experts/
http://www.britmodeller.com/forums/index.php?/topic/234975025-question-for-any-faa-ww2-experts/
http://www.cmp-cpm.forces.gc.ca/dhh-dhp/his/ol-lo/vol-tom-4/3277-eng.asp
http://www.convoyweb.org.uk/ob2/
http://www.historyofwar.org/articles/weapons_he111H.html
http://www.hmsindefatigable.co.uk/Squadron1770.htm
http://www.hmstheseus.co.uk/804squadron.htm
http://www.iranicaonline.org/articles/grundriss-der-iranischen-philologie
http://www.kentnet.org.uk/laag/LAAG-10-C.pdf
http://www.lincsaviation.co.uk/museum/the-aircraft-recovery-group.htm
http://www.militaryfactory.com/aircraft/detail.asp?aircraft_id=462
http://www.mrjmaint.com/RegsHanger/Groundcrew/homepage/CFS3/aircraft/He111/Ground%20Crew%20Design%20He111H%20history.php
http://www.mrjmaint.com/RegsHanger/Groundcrew/homepage/CFS3/aircraft/He111/Ground%20Crew%20Design%20He111H%20history.php


 

Martindale’s Marauders Page 150 
 

http://www.naval-history.net/xGM-Chrono-04CV-Theseus.htm 

http://www.network54.com/Forum/261665/thread/1106474739/last-1107194027/Z+type  

http://www.network54.com/Forum/149674/thread/1277034511/Q's+about+Martlet+I+colours...---  

http://www.peakdistrictaircrashes.co.uk/pages/pennines/penninesxa662.htm 

http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotland42-41030.htm 

http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotland42-95095.htm 

http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotland8811B.htm 

http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotlandal624.htm 

http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotlanddt977.htm 

http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotlandjr439.htm 

http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotlandl4479.htm 

http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotlandl4597.htm 

http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotlandlx946.htm 

http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotlandp5009.htm 

http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotlandwb336.htm 

http://www.rafcommands.com/archive/08680.php 

http://www.raf.mod.uk/history/197squadron.cfm 

http://www.rafweb.org/Biographies/Jordan.htm  

http://www.rafweb.org/Organsation/OTU_1.htm#5 

http://www.scotsman.com/lifestyle/flights-of-imagination-1-1034387 

http://www.tandfonline.com/doi/abs/10.1080/00369220518737220?journalCode=rsgj20 

http://www.taphilo.com/Photo/Pictures/b17/B17-B24-comparison.shtml 

http://www.thesouthernreporter.co.uk/news/local-headlines/cadets-in-repair-mission-to-wartime-

bomber-memorial-on-cheviots-1-1182802 

http://www.timefadesaway.co.uk/spc_history/pages/1970s/museum/strathac3.htm 

http://www.ukserials.com/results.php?serial=XA 

http://www.warbirdalley.com/archive.htm  

http://www.white-knight.pwp.blueyonder.co.uk/Page22.html  

http://www.worldmilitair.com/serials/serials%20h/haw%20010%200025.pdf 

http://www.worthpoint.com/worthopedia/wellington-bomber-wreckage-original-307631929 

http://www.worthpoint.com/worthopedia/ww2-raf-fuselage-section-crashed-474924662 

http://www.yorkshire-aircraft.co.uk/aircraft/56014.html 

http://www.yorkshire-aircraft.co.uk/aircraft/lx946.html 

http://www.yorkshire-aircraft.co.uk/aircraft/scotland/95095.html  

http://www.yorkshire-aircraft.co.uk/aircraft/wb336.html 

https://en.wikipedia.org/wiki/AI_Mk._IV_radar 

https://en.wikipedia.org/wiki/Armstrong_Siddeley_Cheetah 

https://en.wikipedia.org/wiki/List_of_Royal_Air_Force_conversion_units 

https://en.wikipedia.org/wiki/List_of_Royal_Air_Force_Ferry_units 

https://en.wikipedia.org/wiki/List_of_surviving_Supermarine_Spitfires 

https://en.wikipedia.org/wiki/MV_Atheltemplar 

https://en.wikipedia.org/wiki/Operation_Goodwood_%28naval%29#cite_note-Bishop_316-56 

https://en.wikipedia.org/wiki/Peter_de_Neumann  

https://navalairhistory.com/2014/12/19/the-rarest-seabird/ 

https://sites.google.com/site/josbachandrcaf/test 

https://www.asisbiz.com/Luftwaffe/luftlossreg-bombG26.html 

https://www.flickr.com/photos/markmckie/4666823718/in/photostream/ 

https://www.forces-war-records.co.uk/units/1934/raf-dumfries/  

https://www.jiscmail.ac.uk/cgi-bin/webadmin?A2=MILITARY-HISTORY;314f8373.99  

https://www.nwl.co.uk/media-centre/2087_3406.aspx 

 

http://www.peakdistrictaircrashes.co.uk/pages/pennines/penninesxa662.htm
http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotland42-41030.htm
http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotland42-95095.htm
http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotlandal624.htm
http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotlandjr439.htm
http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotlandl4479.htm
http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotlandl4597.htm
http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotlandlx946.htm
http://www.peakdistrictaircrashes.co.uk/pages/scotland/scotlandp5009.htm
http://www.rafcommands.com/archive/08680.php
http://www.raf.mod.uk/history/197squadron.cfm
http://www.rafweb.org/Organsation/OTU_1.htm#5
http://www.tandfonline.com/doi/abs/10.1080/00369220518737220?journalCode=rsgj20
http://www.taphilo.com/Photo/Pictures/b17/B17-B24-comparison.shtml
http://www.thesouthernreporter.co.uk/news/local-headlines/cadets-in-repair-mission-to-wartime-bomber-memorial-on-cheviots-1-1182802
http://www.thesouthernreporter.co.uk/news/local-headlines/cadets-in-repair-mission-to-wartime-bomber-memorial-on-cheviots-1-1182802
http://www.timefadesaway.co.uk/spc_history/pages/1970s/museum/strathac3.htm
http://www.white-knight.pwp.blueyonder.co.uk/Page22.html
http://www.worthpoint.com/worthopedia/wellington-bomber-wreckage-original-307631929
http://www.worthpoint.com/worthopedia/ww2-raf-fuselage-section-crashed-474924662
http://www.yorkshire-aircraft.co.uk/aircraft/56014.html
https://en.wikipedia.org/wiki/AI_Mk._IV_radar
https://en.wikipedia.org/wiki/Armstrong_Siddeley_Cheetah
https://en.wikipedia.org/wiki/Operation_Goodwood_%28naval%29#cite_note-Bishop_316-56
https://navalairhistory.com/2014/12/19/the-rarest-seabird/
https://www.asisbiz.com/Luftwaffe/luftlossreg-bombG26.html
https://www.flickr.com/photos/markmckie/4666823718/in/photostream/


 

Martindale’s Marauders Page 151 
 

Photo sources 

 

Aviation Archive Series: German Bombers Of The Second World War. Key Publishing, 2015. 

 26. 

 

Aviation Archive Series: US Bombers Of WW2. Key Publishing, 2014. 

 177. 

 

Aeroplane Collectors‟ Archive: British Bombers Of World War 2. Kelsey Publishing, 2013. 

 74, 103. 

 

Aeroplane Collectors‟ Archive: British Fighters Of World War 2. Kelsey Publishing, 2013. 

 92. 

 

Aeroplane Collectors‟ Archive: British Multi-engine Support Aircraft Of WW2. Kelsey Publishing, 

2014. 

 191, 192. 

 

Aeroplane Collectors‟ Archive: Early Jet Fighters. Kelsey Publishing, 2014. 

 170. 

 

Bristol Company Profile 1910-1959. Kelsey Publishing, 2014. 

 131, 171, 184. 

 

Bussey, Geoffrey. Supermarine Seafire: Griffon-engine Variants (Warpaint Series No.20). Hall 

Park Books, n.d.. 

 81. 

 

Green, William. Famous Bombers Of The Second World War (second series). Macdonald, 1962. 

 112. 

 

Halifax: From Front-line Bomber To Post-war Transport (Aeroplane Icons). Kelsey Publishing 

Group, 2013. 

 169. 

 

Jackson, Robert (editor). The Encyclopedia Of Aircraft: Over 3000 Military And Civil Aircraft 

From The Wright Flyer To The Stealth Bomber. Silverdale Books, 2004. 

 128. 

 

McLachlan, Ian. Eighth Air Force Bomber Stories: A New Selection. Sutton Publishing, 2004. 

 181. 

 

Mosquito: Britain‟s World War Two „Wooden Wonder‟ (Aeroplane Icons). Kelsey Publishing 

Group, 2012. 

 156. 

 

Spitfire: The Battle Of Britain‟s iconic Interceptor (Aeroplane Icons). Kelsey Publishing Group, 

2014. 

 78. 

 

Sturtivant, Ray. The Anson File. Air-Britain (Historians) Ltd., 1988. 



 

Martindale’s Marauders Page 152 
 

 126. 

 

The Aeroplane Spotter Vol.I. No.41. Temple Press Ltd, 9
th

 October 1941. 

 139. 

 

The Aeroplane Spotter Vol.III. No.54. Temple Press Ltd, 26
th

 March 1942. 

 202. 

 

The Aeroplane Spotter Vol.III. No.62. Temple Press Ltd, 16
th

 July 1942. 

 203. 

 

The Aeroplane Spotter Vol.III. No.68. Temple Press Ltd, 8
th

 October 1942. 

 104. 

 

The Aeroplane Spotter Vol.V. No.123. Temple Press Ltd, 16
th

 November 1944. 

 116. 

 

The Glasgow Herald. Page 7, 4
th

 June 1958 

 55. 

 

http://www.check-six.com/Crash_Sites/UAL_Trip_6.htm 

 215. 

 

Cover images John Martindale / SWAIG 

 

All drawings and maps by Dougie Martindale 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Copyright © Dougie Martindale / Accurate Model Parts, 2016 


