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Above: A Deck Landing Control Officer (Batsman) aboard
HMS Illustrious some time during the second world war. The
lighting system replaced his bats in times of poor visibility, and
was reportedly very effective. The central light gave a point of
reference for the two outer lights. This system was never used
in the RAN to our knowledge.
Batsmen (as they were called in the RAN) had a job of awesome responsibility, as succinctly put by James Mitchener in
his 1953 book The Bridges at Toko-Ri about carrier operations
during the Korean War. He wrote:
“There always came that exquisite moment of human judgment
when one man—a man standing alone on the remotest corner of
the ship, lashed by foul wind and storm—had to decide that the
jet roaring down upon him could make it. This solitary man had to
judge the speed and height and the pitching of the deck and the
wallowing of the sea and the oddities of this particular pilot and
those additional imponderables that no man can explain. Then, at
the last screaming second, he had to make his decision and flash

it to the pilot. He had only two choices. He could land the plane
and risk the life of the pilot and the plane and the ship if he had
judged wrong. Or he could wave-off and delay his decision until
next time around. But he could defer his job to no one. It was
his, and if he did judge wrong, carnage on the carrier deck
could be fearful.”

FAAA Reunion 25-28th October 2018
REGISTER NOW!
If you wish to attend any or all of the Reunion
events and haven’t already done so, you need
to send in a registration form NOW. You can
download it here.
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COMFAA Message to the RAN Historic Flight Vietnam
‘On 18 August 2018 our
Helicopter Flight Vietnam (HFV) veterans
were finally recognised
for the extraordinary
feats of gallantry displayed every day and
night throughout the
four 723 Squadron detachments to Vietnam
between
September

you have stood tall and showed the courage which each
of us today hope we can live up to should we be called.
You are so very much an integral part of what and who
the Fleet Air Arm is today, your story is woven into the
fabric that makes up our proud history, and now all of
Australia will know more of your gallantry. BZ HFV.
COMFAA sends.’

1967 and June 1971.
On a predictably cold, wet and blustery Canberra Day
many of the brave men of HFV and their families gathered at the Australian War Memorial where the Governor General, His Excellency General the Honourable Sir
Peter Cosgrove AK, MC (Ret’d) invested the citation on
723 Squadron.
The Governor General and former Chief of Navy VADM
Tim Barrett AO CSC, representing Chief of Navy VADM
Mike Noonan AO, presented all attending members of
HFV their Unit Citation for Gallantry insignia. A moving
ceremony and one where I find hard to express the
pride in our Fleet Air Arm, and in particular the HFV
members who have waited a great deal of time to be
recognised.
There have been only five Unit Citations for Gallantry
awarded prior to this investiture thus re-enforcing the
special and unique achievement of our FAA vets during
the Vietnam War.
To all members of the HFV I, and the whole of the FAA
past, present and future, offer our sincere congratulations on this historic recognition. In the cauldron of war

Above: Commanding Officer 1 Flight, RADM Neil Ralph AO,
DSC, RAN (Ret’d) presents the Unit Citation for Gallantry Burgee to the CO of HC723 Squadron, CMDR Bruce Willington
RAN at the presentation of the UCG at the Australian War Memorial.
Below: Members of Helicopter Flight Vietnam and after the
presentation of Unit Citation for Gallantry with guests, including the Governor General of the Commonwealth of Australia,
His Excellency The Honourable Sir Peter Cosgrove, AK,
MC (Retd); Minister of Defence Personnel, The Honourable
Darren Chester MP; and Vice Admiral Tim Barrett, AO,
CSC, RAN (Retd); at the Australian War Memorial, Canberra. (Navy News).

If you would like a copy of this
photo please visit our website
here for instructions.
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In November 1964 the port engine of a
USN Tracker caught fire immediately after
launch from VT-27 USS Essex. The pilots,
Jim Horning and Dan Malone declared a
Mayday and turned downwind to recover to
the ship, but a decision was made to ditch
alongside, noting the extent of the fire.
The main photo (above) was taken abeam
the ship’s superstructure and shows a portion of the burning nacelle/ sonobuoy tubes
falling off the aircraft.
Horning, after pulling his left leg from an obstruction and
freeing himself from restraining webbing, floated to the
surface only to find his punctured Mae West wouldn’t inflate. Despite multiple fractures of both legs, a dislocated
left shoulder and a broken hand he managed to tread water until the helo. crew picked him up. When asked how
he managed to stay afloat he replied: ‘I don’t know – that
adrenalin is good stuff!’
Both pilots were on the deck 4½ minutes after the first
Mayday call was made.
Jan 2013 S2F newsletter published by LCDR Gordon
Bonnel USN (deceased). ñ

WANTED
We now have plenty of general Tracker photographs for our forthcoming website article, except for delivery
(of either batch) of Trackers from the States, and the Hangar Fire. If you have any such photos, please contact
the webmaster here.
We also need the stories of those who went to the States to undertake training when the Trackers were first
bought: please help us out by sending in your recollections of what it was like and what you did. Click here
to contact the webmaster.
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Mystery Photo No. 45

Navy Scores a Duck
Don’t you love history? Whilst looking for photographs in the FAAM the
other day the editor came across the
following newspaper clipping:
‘Plucked Ducks Played Peep-ABoo with Navy

Mystery Photo No 45 from Ron Marsh shows a fixed wing aircraft aboard an aircraft carrier. We would like to know:
• The type of aircraft pictured, and a little about it;
• Which aircraft carrier it is, and
• The approximate date you think the image was taken.
You can see a bigger version of the photograph here, where
you will also find a link to give your answer. ñ

Last Month’s Mystery Photo - Answer

Unless you’re itching for a fight, don’t
shout ‘quack quack’ in the hearing of
any member of the crew of the aircraft carrier Sydney.
Ducks are a touchy subject on Sydney. When the carrier was
visiting Wellington (New Zealand) recently, ship’s officers
planned elaborate decorations for a ball on the ship, to which
leading citizens had been invited.
Someone had the bright idea of converting the hangar lift well
into an ornamental pond. They lined the well with canvas, filled
it with water, camouflaged it with greenery, even converted a
gangway into a rustic bridge.
To complete the picture, they grabbed half a dozen Muscovy
ducks from a farmyard to paddle on the pond.
But the duck’s feathers were far too dirty for the spic-and-span
carrier and its immaculately uniformed officers and crew.
Just before the ball one of the ratings was told to clean them
up. He went to work with a few rags dipped in 100 octane petrol. The ducks protested loudly, but the rating did a thorough
job. He produced six of the whitest ducks you ever saw.
He made one mistake. The petrol removed the water-resistant
oils in the ducks’ feathers.
As soon as the ducks were put in the pool their feathers became soaked and they sank.
They spent the rest of the evening walking around the pool on
tiptoe, their heads sticking out of the water like submarines’
periscopes, to the great amusement of the guests.’ ñ

Mystery Photo number 44 was kindly forwarded by Ian Henderson (Jnr), and showed an aircraft carrier secured alongside
in an Australian port, with some people loafing in the foreground.
The carrier was, of course, HMAS Melbourne, which was
alongside at Williamstown, VIC. It was engaged in filming for
the classic movie “On The Beach”, and members of the cast
and the director are standing on the quayside: Gregory Peck,
in his officers uniform, Ava Gardiner to his left with a headscarf on, and Stanley Kramer (the director) with his back to
the camera.
Ava Gardiner reportedly didn’t like Australia and is reputed to
have said that it was the perfect place to film the end of the
world, since it was…or words to that effect. To be fair it was
summer and Melbourne must have been stifling.
Further information about this event and a couple of other photographs of it can be seen on our webpage here. You can also
access all previous mystery photos from this page. ñ
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Feature Article
It is almost exactly 56 years since the first Jindivik
took to the skies at Woomera on 28 August 1952.
Although they no longer grace our skies, the little
target drone was a marvel of engineering of its
time, and a huge success story for Australian innovation and engineering. The following story is
extracted from the book ‘Fire Across The Desert’
by Peter Morton, and tells the enthralling tale of
Jindivik’s early development and the problems
that had to be overcome.

The real stimulus to produce a high performance jet-propelled
target came immediately after the war as soon as Britain determined to embark on the development of air-to-air and surface-to-air missiles. Such missiles inevitably had the most demanding and expensive trials requirements, because to test
their mettle they must sometimes be launched against aircraft
whose characteristics approximate the real thing. A weapon
designed for use against a high performance fighter plane cannot always be fired at a lumbering old surplus aircraft.
The head of the team was Ian Fleming, a brilliant design engineer who more than anyone deserves the title of ‘father of Jindivik’. Fleming had already worked at RAE in the year 194647, and he returned to Farnborough in
January 1948 to discover what the Ministry of Supply had in mind and to bring back
the specification to Australia to see how
feasible it would be to build it there.
Once Fleming and his British colleagues
set to work the basic elements of the design soon jelled. Within three weeks the
critical dimensions of Jindivik were set for
good, and with such precision that when
the prototype took to the air in 1952 its allup weight was only 22 kilograms more
than had been planned five years earlier.
Indeed, the main design features lasted
unchanged through all the successive versions over 30 years or more. From first to
last Jindivik took off from a trolley and
landed on a retractable skid.
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Below: Pika No.1 on the runway at Woomera…and after its belly landing in early 1951.

After a busy ten weeks Fleming returned to Australia in March
1948, to the Government Aircraft Factories (GAF) at Fisherman’s Bend, Victoria, which had been entrusted with the final
design and construction. By this time it had been decided that
Britain would develop the engine, and RAE and LRWE between them would take on the control equipment and instrumentation. The small design team at GAF under Fleming—it
never amounted to more than twenty-five engineers and
draftsmen throughout these early years—received permission
to proceed in June 1948.

while under the control of Flight Lieutenant Fred Knudsen. The
engine stalled during a slow fly-past of a VIP party and the aircraft dived to the ground. Knudsen suffered multiple fractures
of the spine and was in hospital for many months, though
eventually he recovered fully.
Between them the two Pikas notched up a hundred flying
hours with only one other serious incident. Jindivik was to be
landed under visual control from the ground, and so it was important that its colour should give the maximum possible contrast against the sky. Pika was painted various colours to investigate this, and one of the paints tried had a granular texture
which produced a surface finish almost like sandpaper to the
touch. On the first take-off in the new colour the Pika only just
staggered into the air before the shaken test pilot ran out of
runway. No one had realised just how drastically the rough
paint would disrupt the flow of air over the plane’s skin.

The Australians’ first task was to build eight prototypes: two
piloted and six pilotless versions, the former for flight test purposes only. Though he was overruled, Fleming argued
strongly against the manned version. He thought it was too
taxing an assignment to build two variants with a sufficient degree of commonality. He feared that to design a piloted version
with enough space and an acceptable undercarriage system
The Pika trials, which ended in June 1954, were otherwise unwould mean compromising the design of the pilotless version.
eventful and the surviving Pika is still to be seen in the RAAF
In the event the two variants were structurally almost identical,
museum at Point Cook. Certainly the flights were invaluable in
but the layouts of the central fuselages of the two were very
training the crews and proving the design. One of the main
different. The manned
conclusions was that a
version (Pika, from an
rudder and its operatAboriginal word said to
ing mechanism could
mean ‘flier’) carried
safely be dispensed
much less fuel and had
with—an
important
an endurance of only
cost saver. As the reabout 30 minutes. It had
sults of the Pika trials
a conventional, if very
came in, work on Jindismall, retractable unvik had continued and
dercarriage. It could be
the prototype was
flown either with manual
ready for its first flight
controls, by a set of
at Evetts Field in Aupush buttons through
gust 1952.
the automatic controls,
Above: The Pika was the forerunner to the Jindivik and was built to
or from the ground with
FLYING JINDIVIK
test the Jindi concept. It differed mainly in the fact that it carried a
the pilot acting as monipilot, although the design of the central fuselage was very different. It Four people normally
tor only— and resisting
remains as the only Australian designed and built manned jet aircraft. flew Jindivik into posia strong temptation, no
It first flew in October 1950 and could be controlled either by the pilot tion for the trial and
doubt, to take comor the ground controller. (FAAM)
landed it afterwards.
mand.
Two of them, the skipOn the last day of October 1950 the onlookers at Woomera
per and the navigator, sat side by side at a console in the Flight
airfield saw the little Pika lift off under the control of John Miles,
Control Centre at Evetts Field, at the centre of an elaborate
GAF’s test pilot. After a few preliminary difficulties— Miles
web of telemetry and radio control gear. The other two, the
batsman and the pilot, stood on portable towers next to one of
could not get the machine to unstick from the run way—the
Pika soared surprisingly high into the air before being put down
the two intersecting runways of Evetts Field. The batsman
safely. The further test flights were uneventful except that on
stood at one end of the runway either behind or head-on to the
the third the undercarriage jammed up and Miles had to bring
plane, with the pilot at the side of the runway opposite the reit in to a belly landing, without doing much damage. This first
quired touchdown position. The batsman controlled the aircraft
by means of left and right radio commands during both takePika to fly was wrecked in a serious accident in April 1951
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Above: The moment of take-off from the trolley on the first successful Jindivik flight, 28 August 1952.

off and landing, but the pilot’s task mainly was to control the
ticklish approach and landing. In either case, during the missile
attack (or whatever the purpose of the trial happened to be)
Jindivik was under the command of the skipper. The navigator,
in conjunction with a second navigator in the Instrumentation
Building at the rangehead, monitored the instruments—telemetry and radar plotting table—and transmitted the skipper’s instructions. Jindivik contained a fairly simple telemetry system
which radioed back several channels of flight information. Initially these gave the air speed, engine speed, vertical speed
and vertical acceleration of the aircraft.
At first a Jindivik in flight was accompanied by a shepherding
aircraft (the two seat version of the Meteor), which was fitted
with a duplicate set of Jindivik controls in the rear seat. The
suggestion was even floated that the shepherd should be
armed to shoot down the Jindivik if it ever looked like menacing
people on the ground. Shepherding was abandoned when the
crew gained confidence in interpreting the telemetry and tracking displays. Another plan was to install a command-destruct
system using explosive bolts to blow off the tail, but this was
given up when the ground tracking and display was improved
with a predictor and vertical plotting table
The radio controls at first used bulky and fragile valve circuitry
which grew vastly more sophisticated, compact and light with
the arrival of solid state electronics; but in the beginning the
design allowed for twenty-four switched commands, which
were more than sufficient both to control the flight and to operate remotely the cameras and other trials equipment. In the
uncluttered ether around Woomera, a transmitter of only 50
watts gave a range of at least 160 kilometres when the Jindivik
was flying at a height of 10-40 000 feet.
For take-off, Jindivik rested with its landing skid retracted on
the three sup porting arms of a tubular steel tricycle trolley. The
trolley was untracked. As it sped down the runway a gyroscope
linked to a servomotor on the front wheel stabilised and
steered it. (Later the gyro steering was dispensed with and the
combination was steered by the batsman’s commands to the
Jindivik.) At about 110 knots the aircraft rotated upwards on
the trolley and at the right angle of incidence lifted from the
supporting arms, which folded down as the Jindivik climbed

away. A flash bulb detonated to signal the exact moment of
release, and the trolley automatically braked to a halt.
While in level and uneventful flight Jindivik flew under the control of its on-board autopilot. As in a piloted aircraft, this consisted of a set of gyroscopes to measure changes in flight attitude, and the electronic circuitry to provide a correction to the
proper control surface. It also had a barometric system to hold
the aircraft at a selected altitude.
The most important standard trials instrumentation carried
aboard the Jindivik were the cameras mounted in pods faired
into each wing tip. At the appropriate moment in the trial the
recording cameras were switched on by radio to film the missile during its attack approach. Even if the missile destroyed or
badly damaged the Jindivik, the film records were usually recoverable, and from them was computed just how closely the
missile had approached the target, including angles and time
as well as distance. The relative attitude of the missile could
also be measured.
The cost of Jindiviks rose steadily with the years, and by the
end of the project in 1980 had reached some $600,000 each.
Obviously a trial which justified actually blowing one out of the
sky was a rare event, and in fact deliberate strikes accounted
for only fifty or so Jindiviks all told. (The record number of kills
went to the Blue Jay air-to-air missile, which accounted for
nineteen.) To economise on Jindiviks, much effort went into
designing suitable bodies which could be towed below the
plane to provide a cheap and disposable target which the missile could actually strike. WRE developed an effective system
called Tonic in which two torpedo like bodies were stored under the wings close to the fuselage, from where they could be
interception with the Tonics could be photographed from the
Jindivik. To augment its image each Tonic could carry a radar
transponder or reflector for radar-homing missiles or six flares
to provide a lure for infra-red homing missiles. If two Tonics
were deployed simultaneously it presented the missile with a
nice discrimination problem.
The weapons trials required the Jindivik or other target to be
presented at a wide range of speeds, altitudes and manoeuvres on approaching, receding or crossing tracks. Normally the
four-man operating crew was sufficient, but for more complex
presentations the target had to fly at altitudes as low as 50 feet
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or in pairs. For very low flying a radio altimeter was coupled
into the autopilot with a ‘height lock’ arrangement. For close
line abreast flying, some special techniques were developed.
One plane became the ‘master’ and the other the ‘slave’ and
for easy optical identification from the ground the master carried a smoke generator and the slave an oscillating lamp. The
slave was kept under inspection via a television link from the
master to the ground control, and the separation distance was
constantly monitored by a radar unit in the master with the data

off run the trolley started straight but then curved off the airstrip
and into the rough, damaging both plane and trolley. It
emerged that in the excitement one of the ground crew had
forgotten to uncage the trolley gyroscope. On the second trial
about a week later the Jindivik reached take-off speed but refused to leave the trolley. The two careered on until they ran
out of runway. The Jindivik came off in the jolting and made a
brief unpowered flight before crashing, but without damaging
itself greatly. The cause was a microswitch failure.
It proved third time lucky on
the afternoon of 28 August
1952. Under the control of
skipper Flight Lieutenant Tom
Berry and navigator Flight
Sergeant ‘Blue’ Gallagher a
Jindivik lifted off its trolley and
climbed smoothly into the air,
whereupon the skipper delivered an immortal line: ‘F***!
It’s taken off from the trolley!
What the f*** do I do now?’
Despite this initial consternation the flight lasted half an
hour, controlled by the ground
crew and a pilot in a Meteor shepherd, who had instructions to
try to flip the Jindivik over with his wing if it suddenly ran amok.

Below left: The Mk.1 Jindivik after the crash landing that ended the first flight. Right:
Prime Minister Menzies presses the button for the Jindivik to take off on a demonstration
flight in May 1953.

telemetered to the ground and used, together with the television picture, by the second navigator. The whole arrangement
was complicated and, despite all the electronic aids, was extremely tricky for the operators to handle.
At the end of the trial the target—presuming it had survived—
was set circling the airfield. When the batsman and pilot had it
in sight through their special binoculars fitted with graticules for
estimating image position, control was handed over to them.
The batsman could issue turn commands only. The pilot normally used only pitch and throttle commands, but he was provided also with the essential flight attitude commands in case
an overshoot and a second approach had to be made. In an
uneventful landing the batsman brought the aircraft on to a
suitable track and the pilot controlled the glide path and roundout for touchdown on the extended skid.
FIRST TRIALS
Our story now reverts to 8 August 1952, when all was at last
ready for the first flight attempt by the RAAF’s Aircraft Research and Development Unit Trials Flight (later No. 1 Air Trials Unit). At Evetts Field, which had been built for target aircraft
trials near Koolymilka and the rangehead, the facilities were
none too luxurious. A number of mobile vans held the radio,
telemetry and radar equipment. The only fixed buildings were
a small aircraft hangar and a primitive bush toilet. The latter
featured a deep trench with a row of seats above partitioned
off into ‘men’ and ‘ladies’. To keep everything hygienic and to
destroy the redback spiders, the cleaner was given to burning
aircraft fuel in the trench. On one occasion he slopped in the
fuel and tossed in a match from the ‘ladies’ side. The resulting
whoosh was accompanied by a loud cry from the other side.
The victim stumbled out in a state of shock, trousers round his
knees, to be confronted by twenty pairs of eyes taking it all in
from a bus that had just arrived at the hangar.

Everything went smoothly until the time came to land. On the
approach run the signal ‘land glide’ was given, which lowered
the flaps and landing skid and reduced throttle. But the aircraft
stuck its nose up and stalled; then the nose fell and it became
unstalled. This happened several times and no remedy suggested itself, so eventually the Jindivik was flown away from
the airfield for the protection of people on the ground. In the
following crash landing the machine was wrecked, although
some parts were salvaged. The post-mortem found that the
elevator trim in the autopilot was set at the wrong value. It was
merely a matter of a black box adjustment and trials soon proceeded.
The Jindivik mortality continued to be high in these early trials.
On the fifth flight the engine failed at 15,000 feet, but the shepherd guided it to a successful forced landing on Lake Hart. It
took seven attempts before a Jindivik landed success fully, and
three of the first five planes which took off were wrecked. Twice
the Jindivik refused to respond to the ‘pitch up’ command in
the last moments of landing, and the resulting impact with the
ground was far too much for the skid shock absorber to handle.
The cause was a totally unexpected human error. As Fleming
tells it:
‘It was some time before we found the unexpected reason. On
each occasion two signals were sent simultaneously and were
cancelling one another. There had been a cold snap at Woomera and the ground-based pilot handling the aircraft in the
pitching plane was wearing heavy flying gloves. Because
these effectively increased the size of his index finger, he was
inadvertently operating not only the ‘Pitch Up’ button but also
the adjacent button—it was quite by chance that he was later
seen doing this’.

The first trial quickly proved to be an anti-climax, made more
so by the months of preparation that preceded it. On the take-
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Some of these early trials were hair-raising. On occasion a Jindivik seemed to develop a mind of its own, stubbornly ignoring
its master’s commands, making suicidal low level passes over
the desert or sudden aggressive darts at the shepherd aircraft.
Once an autopilot was installed with the connections to the gyros which sense pitch and roll accidentally swapped over. At
take-off the upward pitch of the plane was interpreted as a roll,
and the autopilot tried to apply a
correction. Matters got further
out of hand as the crew intervened. The resulting flight was
notable for some acrobatics unknown to aeronautical science
and culminated in a ball of fire.
On another occasion a Jindivik
stuck firmly to the launching trolley and climbed away quite well
with it still attached. The combination was gingerly put down on Lake Hart, but the soft surface
caused the wheels to bog and the plane cartwheeled over.
Then again, during one flight in June 1953 the shepherd aircraft lost sight of the Jindivik and soon after the radar transponder failed so that the tracking radar lost it as well. As the
official record said drily, ‘for thirty minutes the position of the
Jindivik was not known’. Rather miraculously, the skipper
seated at his control console was gazing up through the transparent dome above him when a tiny speck drifted into his limited field of view. This brief sighting was enough to allow the
shepherd to be vectored on to it, and it landed safely after more
than an hour in the air.

story: fuel exhausted, probably due to a leak; the plane broke
up in the air when a plug became detached in the aileron control box; the engine failed at height when a lead came off a
solenoid; an insulation fault in the wiring loom; a flap torn off in
a fast glide; the flaps and skid failed to extend and the plane
totally wrecked during an attempted landing without either. The
team was learning the hard way that quality control and
maintenance could not be
sidestepped just because no
human lives were at stake. If
anything reliability had to be
better than usual because no
one was aboard to cope with
small problems. Most of the
headaches—and
the
crashes— were caused by
nothing dramatic like structural
failure but by, in Fleming’s recollection, ‘apparently mundane things like the standard of electrical connections—for instance, the inspection for dry soldered joints in multi-pin plugs and that type of thing’.

‘The team were learning the
hard way that quality control
and maintenance could not be
sidestepped just because no
human lives were at stake’

Altogether, in 1952 three planes were destroyed in the course
of five flights, and in 1953 three more were lost in another
twenty-six flights. Several others were damaged. In 1954 the
loss rate was still running at one in every four flights. There
was a particularly bad run in 1955, in which eleven Jindiviks
were destroyed in thirty- seven sorties (’sorties’ includes four
aborted take-offs). The reasons for the crashes tell their own

LATER HISTORY
The technical evolution of Jindivik was extremely rapid; indeed, work on the Mk 2 design began early in 1951, well before
the first flight. This was the first production Jindivik and while it
had the same external appearance as the Mk 1 it was a leaner,
lighter and more powerful machine. The weight was reduced
by more than 45 kilograms, mostly by replacing the actuators
with ones designed at RAE. The old actuators had come from
German war surplus stocks and were very heavy. Under the
thrust of Armstrong-Siddeley’s more powerful Viper engine,
the ceiling went up to 48 000 feet and the maximum speed up
to Mach 0.85. Eventually 114 of this mark were built, with another seventy-six of the even higher performance Mk 2B.

The later marks used ever more powerful versions of the Viper
engine. The ASV11 engine gave the Mk 3 a ceiling of 60 000
feet thanks to its larger air intake.
Nine of these were built. The Mk 3A
had a more refined electrical system,
a better autopilot, extra fuel tanks
and could take a 2 metre wing extension for very high altitude trials. A total of 147 of these were built, with the
first flight being on 10 November
1961. It could reach 65 000 feet,
Mach 0.86 and, in level flight, 500
knots. Some experiments were even
carried out with auxiliary rocket propulsion, when a Mk 3A was experimentally fitted with a small
HTP/kerosene engine. The results
did not justify any further work, for the
performance was no better than the
60-70 000 feet attainable by the ordinary jet with its wing extensions. By
the time the joint project ended, the
current mark was the 3B, which had
Jindivik Mk 2s A92-52, 41, 49 and 39 at Woomera circa 1955. Image Mike
specialised modifications to improve
Mirkovic.
its fast low level performance. Its
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electronics—control and telemetry—had of course been much
refined over the years. The 3B’s performance was remarkable.
Diving, it could reach 0.86 Mach and 500 knots in level flight.
It could climb from 50 to 67 000 feet in an ascent steep enough
to outperform the first-line fighter aircraft of the day. It had a
range of at least 1440 kilometres and an endurance of 112
minutes. By 1977, 126 had been delivered or were in production.
CUSTOMERS AT HOME AND ABROAD
The largest user of Jindivik has been the British Ministry of Defence. Since 1960 two hundred or more Jindiviks have taken
off from the Llanbedr base near Harlech Castle in Wales and
flown out over Cardigan Bay off the Aberporth coastal range,
in trials totalling several thousand. The second largest, and of
course the original, customer was the joint project, followed by
the Australian armed services. Even a decade after the target
aircraft service ended at Woomera in 1975, Jindiviks were still
being o sold to two overseas customers. The first was Sweden,
whose air force took ten of the Mk 2 version for its Arctic Circle
range as early as 1957. The other, more important, was the
US Navy. The custom of the Americans was courted keenly,
and in July 1962 a joint WRE-RAAF team of salesmen-demonstrators packed up a mass of equipment and three Jindiviks for
transport to the US Navy’s range at Point Mugu in California.
When the Australians took the van over to the American
freighter plane at Edinburgh for loading, they discovered that it
stood too tall to fit in the freighter’s hold. Working overnight
WRE’s tradesmen had to cut off the top so it could be stowed
and reattached at the other end. Despite this stressful start the
three Jindiviks did very well in California during their eleven
sorties under Bob Leslie’s technical leadership. On one of
them a Jindivik excelled itself by reaching 65 000 feet or nearly
20 kilometres, a record altitude for a pilotless aircraft. At the
end of another sortie one plane very nearly misbehaved itself,
although the Australians managed to carry off the incident with
some panache:
At Evetts Field Jindivik invariably comes to a halt at a respectable distance from the batsman. However, on the first
landing of the USA demonstration the batsman saw the Jindivik still sliding inexorably towards him well past the stopping place. But he stuck to his task and Jindivik eventually
came to rest with its pitot boom accurately aligned on his
midriff within what must have seemed like hand-shaking
distance. The returning spectators were apparently much
impressed by the batsman’s performance and one of them
was heard to exclaim excitedly, ‘There you are, you see. I
told you they could bring them right back!’

In the following year there was another series of eighteen
flights on San Nicolas Island offshore from Point Mugu. The
US Navy was impressed enough to order forty-two planes but
used them up quickly. The range at which the attack missile
was fired was left to the ship’s captain to decide, and he much
preferred a sitting duck to boost the morale of his crew. The
habit of firing from 9000 metres a missile with a capability of
triple that distance adequately explains why the Jindiviks each
made four sorties at most. The overseas sales were worth $34
million by 1977.
Extract from ‘Fire Across The Desert: Woomera and the AngloAustralian Joint Project 1946-1980, by Peter Morton.ñ

So How Are We Doing?
One of the advantages of having a centralised Members’ Database is that we can monitor our statistics. The best time to
do this is mid-year, because by then members who were going
to renew their annual subscriptions have finally got around to
doing so, and those who were not are off the books.
So how are we doing? Well, not so well. The following graph
tells the picture in one glance:

Taken from four August snapshots, the trendline shows a decline of 12% of our members since mid 2015.
In simple terms, we are not recruiting enough new members to
replace those who cross the bar or just decide not to support
us anymore.
It’s not rocket science to see that this trajectory is a slow road
to oblivion, so we must get more members on the books. We
know that by far the best way to do this is by word of mouth
(every new member who joins gets asked where they got to
hear of the FAAAA and a large chunk say through a friend).
So, get your recruiting hat on and have a beer with a mate who
hasn’t signed up yet. Tell him (or her) we need their support
and the benefits of the Association are well worth the price of
a cup of coffee per month!
You (or them) can easily join the Association just by clicking
here. ñ

Wall of Service Update
In July 2018 the cost of plaques was increased due to Foundry
price hikes. The new cost of $190 for FAAA members and
$240.00 for non members (which includes a year’s free membership to the Association) is still outstanding value at less
than half the street price for a similar product.
Order No. 40 is still open, with six applications at the time of
FlyBy going to press (we need 10 to order). The names are:
CPOSE K. Summers; CPOMT C. Summers; NAMAE N.
Summers; SQNLDR M. Radisich; CPOATA D. Mulvihill and
WOAVN D. Terry.
Order No. 39 will be mounted on the wall at the end of August.
† REST IN PEACE †
Since the last edition of ‘FlyBy’ we have become aware of the
loss of George Meacham and John Herbert. You can read
a little more of these sad events on our Obituary pages here.
ñ
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ADF Finally Pays Off B206s

New International Airport for Australia
After years of procrastination and debate over the second Sydney airport, it is good to see that local councils can made fast
decisions about the future transport needs of this wide brown
land. Yowah Council has recently upgraded its airstrip to international standard, installed CCTV and air conditioned the
toilet/office block. Even the waiting room is air conditioned too.
Yowah has a population of 142, but the Council is optimistic
the improved transport hub will improve visitor numbers. ñ

The photo above, kindly provided by Paul Wetherspoon,
shows a batch of Kiowa helicopters at Oakey on 5 August
2018, packed up ready for a truck journey to Avalon for disposal. It includes a couple of ex-Navy 206Bs which were
handed to Army when the RAN FAA ceased operating that
type. The last airframe will reportedly pay off on the 50th anniversary of acquiring the type, which will be in 2021.
Australia started operating the OH58A (the direct predecessor
to the B206) back in July 1971, when we leased them from the
US for service in Vietnam. We purchased the first B206 just
four months later.
The RAN operated six B206s from 1974 to 2000, although only
three airframes at any one time. ñ

Buy A Gun For Your Child…

RIMPAC Keeps the FAA Busy
Two of the USN’s Amphibious ships went AWOL for the recent
RIMPAC exercises, leaving the weight on HMAS Adelaide.
The USS Bonhomme Richard (LHD6) suffered a severe mechanical breakdown and retired to a pier in Pearl Harbor. The
USS Boxer (LHD4) never arrived. [Continued on page 13]
Below: The CO 2nd Amphibious Battalion (Amphibious) RAR,
LTCOL Doug Pashley, addresses soldiers and marines from Australia, and five other countries aboard HMAS Adelaide (Defence).

This isn’t an aviation related advert, but it is of some historical
interest. It is a genuine advertisement from a US newspaper
of the time (around 1900), spruking a $6 revolver so ‘absolutely
safe’ that it could apparently be given to your child to supplement their teddy bear. Might explain why 19 children were
killed by guns every day in the USA this year.
Johnson, who was a Norwegian by birth, also made bicycles
and motorcycles, but is best remembered for his firearms. He
should be: President William McKinley (1901) and presidential
candidate Robert Kennedy (1963) were both assassinated
with Ivor Johnson revolvers, and Franklin Roosevelt closely
escaped death by the same means.
Thanks to Ron Marsh for sending it in. ñ
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The Firefly Pilot
By Norman Lee

Above. The author with a Fairey Firefly. CDRE Norman Lee
joined the RAN as a recruit rating pilot in 1948, and served in 817,
816, 850, 723, 724 and 725 (RAN) Squadrons in addition to exchanges to 736, 738 and 820 (RN) Squadrons. He Commanded
HMA Ships Vampire and Queensborough. His final posting in the
RAN was as Commanding Officer HMAS Albatross before his retirement in 1981. He now lives in Canberra, ACT.
I was a newly qualified pilot with 817 Squadron which, together
with 808, formed the 21st Carrier Air Group. We had two
groups in those days, something like 48 front-line aircraft,
which was marvellous.
We were equipped with 12 Mark 6 Fireflies. The Firefly was an
anti-submarine aircraft and therefore had no cannon. This was
part of the blinkered approach to planning which could be
summed up as “there is only one form of warfare – and it is
ASW”. We have already heard something of this in the other
seminar papers. When we were detailed to go to Korea we
swapped our aircraft for those of 816 Squadron which had
Mark 5 Fireflies which carried four 20mm cannon. If I may
boast a little about the size of engines, the Firefly was fitted
with a Rolls Royce Griffin which was the most powerful piston
engine that Rolls Royce had ever developed and its speed
range was from 90 knots up to about 365 knots in a vertical
dive. It was quite a manoeuvrable aircraft, or so I thought until
I flew Seahawks, Hunters and Scimitars with the Royal Navy
some years later. I came back to Australia and flew a Firefly
and thought that the controls had frozen solid. Contrary to what
appears in the official history, the air group was known as the
Sydney Carrier Air Group and not the 20th Carrier Air Group.
It was decided that the Furies would rocket and we would
bomb and our normal load was two 500-pound bombs and 120
rounds of 20mm ammunition. We naturally required a work up
before we left. This was perhaps more necessary because we
had been on one of those famous cruises we used to have just
after World War II – Melbourne for the Cup, Sydney for the
Show and Hobart for the Regatta.

We did our work-up on that site well known to the
RAN, Beecroft Head at Jervis Bay. We also did a
deck landing work-up which was a bit disastrous as
a lot of aircraft were pranged or lost over the side.
On arriving in Korea we relieved Glory and I recall
for musical history buffs that, as we steamed in, the
band was playing “If I’d Known You Were Coming
I’d Have Baked a Cake” – which dates the time very
much to 1951.
Contrary to Fred Lane’s experience, my first operational sortie was an anti-submarine patrol, a Cobra 15 which was a 15-mile radius circle around the
ship. The most difficult bit was to fly that 15-mile
radius around the Sydney. We were originally
planned to dive bomb, in fact we started off dive
bombing. Our tactical profile was from 8,000 feet to
3,000 feet in a 55-degree dive and, in the old Firefly, if you didn’t get full right rudder on at the top of
the dive, it went down sideways. As with the Sea
Furies, the Fireflies found that we could put bombs
on either side of a bridge – literally straddle it – and
do absolutely no damage at all. You must hit a
bridge to damage it.

We also established that, contrary to what we
thought, the opposition was not that great. There
was small-arms fire with the odd small cannon, but
the threat was not that bad, so a bold decision was
made to go to low level bombing. To achieve this
we modified our anti-submarine depth charge attack to descend to 100 feet in a 20-degree dive using delay fuses set to 37 seconds. We were operating in flights
of four aircraft, so if you were “Tail-End Charlie” – as we poor
sub-lieutenants always were – you had to get in within less
than 37 seconds from when your leader dropped the first
bomb, otherwise you wore it. I don’t think that anybody got
blown up, but it is marvelous how it sharpens the wit when you
know you can be blown out of the sky.
Our tactical profile proved to be very successful. We were taking out bridges with monotonous regularity and eventually reduced down to one aircraft attacking instead of four – on one
occasion we knocked out a bridge with a single bomb. You had
to be careful that the bomb did not bounce in cold weather, the
ground being frozen solid. This meant a steeper dive was necessary because the bomb would either break up and there
would be just a white puff, or it would bounce. There was one
reported incident where precisely this happened and the bomb
hit an ammunition dump. To everyone’s great surprise, this
blew up some distance away from our intended attack.
After we had dropped our bombs we would carry out an armed
reconnaissance at about 2,000 feet. Analysis after the war determined this to be the perfect height not to fly at because the
aircraft was going at just about the right height and speed for
small-arms fire. The North Koreans were rather clever chaps,
they had rifle sections with a leader with a whistle. They would
all aim towards the directing aircraft, pointing the rifles at different angles and, on the sound of the whistle; they would fire
as one. In this way they would straddle the aircraft. This tactic
was reasonably successful because a number of aircraft were
hit.
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A Mk V Firefly bearing UN colours. This is one of a very small number still flying, and is owned by
former US Navy pilot Eddie Kurdziel. Photo: Richard Seaman. The full story of RAN Fireflies, together
with an extensive image library, can be found here.
We used a gridding plot on our maps, so we could readily indicate positions to other types of aircraft, which was really quite
successful. It was just an arbitrary grid which we determined
ourselves.
On completion of the sortie, we would return to the Sydney via
a rendezvous point. At that stage, the Firefly had something of
a reputation for hook bounce. The hook only came down to a
limited angle and, in consequence, a modification had been
introduced (the Mod 12.11 from memory) which was ·a much
heavier damper and it really put the hook down. When formed
up the routine was to drop your hook to make certain you had
not suffered any damage to it. If you didn’t have the modification it was very sobering to see the other fellows with their
hooks right down knowing full well that yours was only a little
one from a deck landing point of view. Anyhow, our deck landing accident rate reduced practically to zero which is indicative
of a good work-up, however fraught.
On one occasion we bombed a village which was known to be
a North Korean supply point and we were a bit casual in our
attack profile. Instead of doing a dive bombing attack, we used
instantaneous fuses and did a sort of semi-dive bombing lowlevel attack. As I pulled out I saw a dint in the left wing. As
everyone else had suffered battle damage at this point, I
thought: “At last, I’m a hero!” We landed on and, sure enough,
there was a hole about the size of a two-shilling piece in the
wing. The maintenance crews recovered the piece of shrapnel
which caused the hole and I kept it as a souvenir. When we
returned to Australia, my father, who was an engineer officer
in the RAAP, asked, “How did it go, son?” and I said, “Rough,
Dad, look at this bit I got hit with.” And he looked at it and said,
“Looks like a bit of bomb to me, son.” He was dead right.
Prior to Korea we had mostly carried out free take offs from the
ship. It is marvellous how things customarily happen. Free take

offs were the thing, so we did free take offs. We sub-lieutenants used to be at the front end of the deck park and you had
to be pretty sharp about it to make certain that you got airborne
in the available deck length. Because we had three squadrons
on board for Korea, it was decided that we should try the alternatives, which were Rocket Assisted Take Off Gear (RATOG),
which meant individual rockets strapped to the side of the aircraft, and the ship’s catapult. I have the dubious honour of having carried out the last-rocket assisted take-off in the RAN from
a carrier because the chap behind me unfortunately torque
stalled and, with his motor stopped, the aircraft revolved out of
control and he was killed.
I mentioned the hydraulic catapult. The very nature of the thing
meant that you got maximum thrust almost instantaneously
and it was almost like being kicked up the backside by an elephant. The catapult was a very effective way of getting airborne and from there on in we rarely went back to free takeoffs. The other advantage of catapult operations was that they
made moving the aircraft about the deck and striking them up
from the hangar much simpler.
Our routine was to spend about 10 days on patrol and then to
return to Japan to either Kure or Sasebo where the Executive
Officer, Commander V.A.T. Smith (later Admiral Sir Victor),
would have painted out the starboard after ladder bay, as I recall, or the port after ladder bay if necessary. It was more difficult to get to the briefing room than it was to find your target.
This is actually Dr. Lane’s line but I stole it from him - the ship
was always being painted.
During patrol we would have a break in the middle for a replenishment day. It was indicative of the thinking, shall we say, of
those old days that we sub-lieutenants were sent back to
school where we did seamanship and the duties of second officer of the watch. Then the next day was on with our flying
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suits and back to the war.
It always struck me as a little odd. We generally flew
one to two sorties a day of
an hour and a half. As I
Click on image to read the
noted, we operated as a
story of the FAA in Korea
patrol of four aircraft. This
occasionally went up to five which was a very unwieldy combination. I was busily following my section leader chasing after
an ox cart on one occasion and thinking, “he’s not flying like
he normally flies – he’s a fairly sedate fellow.” Nevertheless,
we were having fun and when we formed up it turned out that
I’d latched on to the other number two and the pair of us, a
couple of sub-lieutenants, were fighting our own private war
over Korea.
As will be mentioned by Captain Gordon (by Ed – this will be
in October’s FlyBy), we did an operation on the east coast because of the peace talks. The idea was to put pressure on the
negotiations. It always strikes me as odd that when you are
having peace talks you always intensify your effort. It seems
contrary to what you should do, but I expect that there is some
logic in it.
I was tasked to carry out a shoot with a destroyer, Tobruk,
which was one of the Australian Battle class. My section leader
was to spot for Belfast. Away we went and I was busily correcting the fall of shot when Tobruk came up and said that she
would have to come closer to the coast to effect the last correction I had given. Anyway, my sub-lieutenant’s computer
went “whirr whirr”, something is wrong, I can see Tobruk and
she is quite close in. The penny dropped. I replied, “Are you
using Willie Peter?” This was white phosphorous ranging shot.
The reply was negative. I was ranging Tobruk on Belfast’s fall
of shot. We then tried to find Tobruk’s shot but in the early
morning high explosive shells are very difficult to see. She
ended up firing broadsides until finally I saw her shot and gave
her a correction which measured thousands of yards. She got
into the target area, fired for effect and called it a day. I slunk
off back to the ship very embarrassed. Some time later, I was
in the frigate Murchison doing my watchkeeping time when I
met a certain gunnery officer in the Wardroom who said: “Oh,
you’re an aviator. I met the biggest idiot aviator up in Korea” I
let him go on and then said, “Yes, that was me!”
During the time on the east coast we attacked a railway tunnel
with 1,000 pound bombs. We had to reduce our loads of fuel
and ammunition to bring the aircraft in to its maximum permissible all-up weight with this weapon. We hit the thing with
10,000 pounds of bombs and some weeks later were credited
with a train which they used to hide in the tunnels.
You may have heard mention of the dinghy drop to a downed
B29 crew member. I was sent off on a hasty mission to drop a
special type dinghy and I well recall on my way north very carefully testing my cannon in case we came across any MIG fighters. Fortunately we did not. I reckon that I could have outflown
them at low-level but how long we would have survived I don’t
know.
Typhoon Ruth caused its share of excitement. We were in Sasebo, as I recall, and we sailed as soon as we could. It was a
pretty rough night. As remember it, the ship rolled 35 degrees,

we had electrical fires all over the place as salt water got into
areas it normally did not. Paint was stripped off the ship’s side,
a Firefly went over the side, damaging other aircraft with it, and
we lost a tractor and a small boat from the flight deck. There
were, however, a couple of amusing incidents. There was a
pipe on the main broadcast right in the middle of this howling
typhoon, “Fuel danger, No smoking on the flight or weather
decks.” You couldn’t even stand on the flight or weather decks.
The other one I recall was, “Fire! Fire! Fire! Fire in the bomb
room.” We sub-lieutenants, those who were off watch and not
monitoring the aircraft in the hangar, were up forward, naughty,
playing pontoon and we looked at each other because we were
sitting right on top of the bomb room. And the question might
be asked, what did we do? The answer was simple: another
hand was dealt – there was nothing we could do. As you can
imagine, the fire didn’t come to anything.
During the bitter winter months we had to oil dilute the engines
by starting them up at intervals. The idea was to keep the oil
thin so that the engine could be started the following day. Naval aircraft traditionally have had cartridge starters and you get
only one bang to turn the engine. Of course, this lot fell to the
sub-lieutenants, as you can well imagine. It was a pretty uncomfortable, cold and miserable activity that. After all the day’s
flying had finished, we had to go up to the flight deck and start
all these wretched aircraft and do this oil dilution.
But if we thought it was rough, it was a lot rougher for flight
deck and maintenance crews to be up there the whole time.
Their performance was extraordinary and the Sydney Carrier
Air Group’s impressive operational performance was in large
measure due to their efforts.
This Essay was the text of a presentation given by Norman
Lee to the inaugural Naval History Seminar at the Australian
War Memorial in 1989. It is reproduced with the kind permission of the Authors of “Reflections on The Royal Australian
Navy” by T.R. Frame, J.V.P. Goldrick and P.D. Jones. Kangaroo Press pp 285-290. ñ

The Firefly was one of the two powerful aircraft
types that heralded in the RAN FAA in 1948, and
which had a distinguished career until its retirement in 1959. See its story, together with a good
image library, by clicking here.

RIMPAC 2018 (continued from page 10)
Some of the troops and helicopters assigned to the Bonhomme Richard diverted to HMAS Adelaide to participate in
the practice beach assault, which was a significant event in the
Exercise.
She operated a multinational force of helicopters – both gunships and troop transports and her dock hosted armoured US
Marine amphibious fighting vehicles as well as troops from a
variety of nations aboard landing craft.
In the thick of it all was her own MRH-90 helicopters which
carried out a variety of tasks such as inter-ship transport and
support of forces ashore.
The following page brings you a series of images from the exercise, courtesy of the USN.
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RIMPAC 2018 IMAGES
Navy ships assemble to form the multinational fleet during
RIMPAC18. Twenty six nations, more than 45 ships and 25,000
personnel took part (USN image).

Down by the stern to flood her landing dock, HMAS Adelaide launches a CH53E Sea Stallion.

RAN Air Department sailors prepare to refuel a US Marine Corps CH53-E on the
Flight Deck of HMAS Adelaide.
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FAAAA Federal Council Meeting in October
The Federal Council Meeting of the Fleet Air Arm Association
will be held on Saturday 27 October, at the White Ensign Club
HMAS Albatross.

As the names of the 37 fallen were read out the Students
pinned their ribbon on a dedication board.

This event coincides with the FAAAA’s four-yearly reunion,
which takes place over the period 25-28 October (see here for
details). Members who are attending other functions associated with the Reunion are also invited to attend the FCM,
which usually lasts about 90 minutes including an address by
the Guest Speaker. It’s a good way to find out a little more on
how the Association works and to meet representatives from
each Division across Australia.
As a member you also have the opportunity to have a say in
what is discussed, either by attending the meeting or by asking
your Division to represent your subject. You can do this by
writing to the Secretary of your Division or, if you prefer, by
sending it to the Webmaster who will be happy to forward your
comments on to the relevant area. Simply send him an email
here.

Letters To The Editor
Vietnam Veterans’ Day at Old Bar.
While the majority of HFV members rubbed shoulders with the
upper echelon in Canberra a small group attended Old Bar to
remember and pay their respects to the 37 EMU’s who didn’t
come home.
Once again, the Old Bar Public School hosted the event with
the students conducting the ceremony and all speakers gave
very moving speeches. The event was very well supported by
the local community.
Andy Curran donated plaques which were mounted on recycled pallet timber in keeping with the School’s policies on sustainability. They were accepted by the School’s Principal, Mrs.
Deborah Scanes.

After the service the members and guests adjourned to Club
Old Bar to watch a live steam broadcast of Darky’s Last Post
Ceremony at the AWM before retiring to the dining room for
the reunion dinner.
Mike Law from the Vietnam Helicopter Pilots Association
(VHPA) came out from the States to collect oral histories from
the members. These tapes will be kept in history as a part of
the VHPA at the University of Texas.
Unfortunately this will, most likely, be the last Vietnam Veterans Day at Old Bar. Although it will be disappointing to the Old
Bar Public School Students who do a wonderful job remembering the 37 fallen EMU’s and also running the event but the
attendance just doesn’t balance out with the amount of time,
effort, energy and money required to organise it.
I started doing it in an attempt to keep personnel who served
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on the RANHFV, 9 Squadron and 723 and their families in contact but the number of people who attend provides objective
evidence that it didn’t work so I’ll just step away from it.
To all those who made the journey for the weekend I do thank
you kindly. It is always wonderful to spend a few days with old
mates from the past.
John Macartney

showed they knew of as many as 49 contaminated components in use on the Sea King. This being the case, I am at a
loss as to why personnel were not alerted to the risks at the
time and why it has taken so long for the correct reporting action to be taken.
Any information you could provide would be greatly appreciated.
Yours faithfully, (Name supplied)

Birthday Correction
On page 17 of August’s ‘FlyBy’ it states that the 72nd anniversary of ALBATROSS is 28th August. We all know that it is the
70th Anniversary, and that the date is 31st August.
Best regards,
Terry Hetherington, Manager FAAM.
Thanks Terry. Looks like a few more of us know it now! It
would seem that my maths is as bad as it always was. Ed.

Wessex At RNAS SEMBAWANG in 1970
Whilst serving with 847 NAS in Singapore 1969-71 a detachment of the RAN Wessex visited our base HMS SIMBANG /
RNAS SEMBAWANG and stay for a few days. We are trying
to compile a book about our Squadron during our time in Singapore. I was wondering does any of your "old" members have
any photos of the RAN Wessex mixed in the hangar or on the
flight line with the RN Wessex MK5s they could email me. Not
sure which ship the RAN Wessex came from perhaps Melbourne date probably around 1970.
Thank you, Pete Baker.
By Ed. Please can we help this fellow FAA colleague? Melbourne visited Singapore three times over the period 21 May
– 03 July 1970, so his timeframe is most likely correct. Have a
look through your old photos/log books etc., and if you have
anything, send it to me here and I’ll be happy to forward it on.

By Ed. Readers of our website and the June edition of ‘FlyBy’
will be aware of the background to Petty Officer Lukes’ circumstances. You can read the background here. We remain of
the view that the best strategy is one of awareness and, should
individuals have concerns, to register with DVA. We also remain vitally interested in hearing from any individuals who
have suffered ill-health that is attributable to their service in the
Fleet Air Arm.
Of interest, the UK Ministry of Defence (MoD) recently issued
a Defence Instruction to the effect that all Service and Civilian
personnel who maintained UK MoD Sea King helicopters
should have their records annotated as such. The leaked British DI was marked ‘Not to be communicated outside of HM
Service’, which is unfortunate as many ex-serving personnel in
that country who would have worked on these helicopters are
currently outside of that loop.
It would seem, prima facie, that the Brit MoD has not yet
adopted the strategy of openness that we have pursued in regard to this matter, nor adequately explained why peoples’ records should be so annotated. Brit Veterans’ organisations are
now onto it and we might expect to see more on this matter.
Should any forthcoming news be of interest to Serving or exRAN personnel we will keep you informed.
Late development: Story has been broken by the BBC here.

Post Script

Sea King - Exposure To Hazardous Materials
[Received from a Brit ex-serviceman]. I served in the RAF (UK)
for 9 years, 5 of which were spent in Sea King aircraft. A recent
notice to still serving personnel and civilian workers on the aircraft has stated that their medical records should be annotated
to show they may have been at risk of exposure to asbestos
fibres. No information has yet been communicated to Sea King
veterans and as you can imagine [this] is causing some concern.
In my attempt to find more information I came across articles
in the Australian press regarding the sad death of Petty Officer
Greg Lukes and the conclusion by the Australian Defence review that it was likely caused by his exposure to asbestos fibres during his service on Sea Kings. It was also stated that
this review was published on the FAAAA website. Do you still
have this information available? It would be good to know at
what point the risks of asbestos fibres on the Sea King fleet
began to be known.

FlyBy doesn’t engage in politics, nor do we often comment on
the death of foreign nationals. But an event happened on 26
August that is truly worthy of note – Senator John McCain, ex
USN fighter pilot, maverick Republican and Presidential Candidate crossed the bar after a struggle with brain cancer.

I have found a UK health & safety report from 2003 that

McCain was born in Panama and followed his father and

Senator John McCain (bottom right) poses with his US Navy
Squadron in 1965 (Reuters: National Archives/Handout).
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McCain is escorted to Gia Lam Airport in Hanoi after being released from captivity on 14 March 1973 (AP: Horst Fass, file
photo).

grandfather into the US Navy, graduating in 1958 and becoming a fighter pilot. He survived the fire on the USS Forrestal
and served in combat in Vietnam. He was shot down on his
23rd mission and served over five years in captivity, including
two in solitary confinement, and was subjected to frequent
beatings and torture. His two sons are both naval aviators.
McCain was first elected to the US House of Representatives
in 1982 and won his first term in the Senate in 1986. Twice a
Presidential Candidate (against George W. Bush and Barak
Obama), he continued to serve until his death, often critical of
the current President.
It is fair to say that McCain served his nation for over 60 years
with distinction – as a military man, as a prisoner of war who
never succumbed to the brutality of his captors; and in public
office where he employed diplomacy and integrity as his
watchword, rather than bullying and intimidation. He remained
a figure of respect until the very last.
As a fellow aviator and war veteran we salute him. Senator
John McCain 29 August 1936 – 26 August 2018. RIP.
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