ABN 3007 129 1677

Patron: RADM N. Ralph AO,
DSC, RAN Ret’d

See our website here
A periodical of the Fleet Air Arm Association of Australia
Edition No 15 October 2018.

In 1963 regional instability caused the Government to extend the life of the FAA’s ageing Gannet and Sea Venom aircraft, and a
search for replacements began.
The purchase of Grumman Trackers four
years later marked a shift from the FAA’s
previous commitment to British manufacturers, but it was a tried and proven design
at the right price.
Over the next 17 years the Trackers were to
prove themselves as solid, dependable airraft which served with distinction. At the
time of their demise in 1984 there were
many years of useful life left in them, but the
winds of politics brought the untimely end
to the Fleet Air Arm’s fixed-wing capability
and confined them and the A4 Skyhawks to
the scrap heap of history.
You can read the story of the Trackers in
our brand-new feature on our website, see
their history in photographs and learn more
about the amazing operation to replace
those lost in the disastrous hanger fire of
December 1976. ñ
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both Services. Admiral Ralph was awarded the Distinguished Service Cross (DSC) whilst serving in South Vietnam for "exceptional devotion to duty and repeated acts of
bravery”. More recently the RAN HFV has been awarded a
Unit Citation for Gallantry – only the sixth ADF unit ever to
receive the honour.

RADM Ralph Retires as our Patron

Service for two years as the Executive Officer in HMAS
SYDNEY on the runs to and from Vietnam followed, then a
two-year spell in the UK on the staff of RN Staff College.
A flying appointment at NAS Nowra was next, then promotion to Captain, time as the Director of Naval Training and
CO of the destroyer HMAS TORRENS. In 1978 he became
the first Director of the new RAN Staff College before attending the Royal College of Defence Studies in London in 1981.
After a posting as Chief of Staff to the RAN Fleet Commander for 2 years it was back to Naval Air Station Nowra
as CO of the Base in 1984, right at the time when the Navy's
fixed wing aircraft were being withdrawn from service.
Promoted to RADM in 1985, Admiral Ralph was posted as
Deputy Chief of the Navy where he served for four years before retiring in 1989.
Life in the Navy was followed by appointment as Repatriation
Commissioner in 1989. He remained in the Commission for
6 years and among other things initiated action with John
Printz and Professor Philip Morris to establish the National
Centre for PTSD at RGH Heidelberg. He also initiated the
trial for the Commission’s rehabilitation program for veterans.
Photo: Blue Mountains Gazette

Rear Admiral Neil Ralph RAN DSC, OA, AM, RAN (Ret’d)
is retiring from the position of Patron for the Fleet Air Arm
Association of Australia.
Admiral Ralph was born in Melbourne in 1932 and was one
of a family of 8 children. In I952 he trained as aircrew in the
recently formed Fleet Air Arm of the RAN, firstly as a navigator, then as a pilot. He trained in the UK and returned to Australia in the then new aircraft carrier
HMAS MELBOURNE in 1956. Service in FAA
squadrons both ashore and in the carrier followed
for several years before he was transferred to helicopter training in 1961.
In 1967 he became the first CO of a new helicopter
unit to be known as the RAN Helicopter Flight Vietnam, to train in airmobile operations and support
infantry. This new unit of eight pilots, 4 navigators
and about 40 aircraft maintenance personnel joined
the US Army's 135th Assault Helicopter Company in
Vung Tau to become an integrated unit. An intense
year of combat operations followed, with the 135th
operating in all areas of 3 and 4 Corps, sometimes
supporting the ATF, sometimes the ARVN but
mostly US Army units in the Delta. This unique integrated arrangement continued with different personnel for a further 3 years and was highly beneficial to

Retiring to life on a farm in the Nowra area in 1995, RADM
Ralph maintained an interest in the RAN Naval Aviation Museum and graciously accepted the position of Patron of the
Fleet Air Arm Association in 2011. He has recently moved to
Queensland for health reasons.

We owe him a great debt of gratitude for his abiding interest
in the Association and his active support in many endeavours, and we wish him all the best for the future. ñ

LEUT Neil Ralph 808 Squadron (Sea Venoms) aboard HMAS Melbourne in 1956 (RAN image).
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Whether you prefer to see Heritage aircraft flying or as
static displays in a museum ultimately doesn’t matter.
What does matter is that when the time comes they are
saved from destruction, and preserved in a place and a
form that can be enjoyed by future generations.
Regrettably, we have all seen examples of when this didn’t
happen. From the priceless Sea Otter that was on the brink of
being saved but was broken up to become garbage, to the
eleven Trackers presently rotting at East Sale aerodrome, our
record is littered with missed opportunity and lost artifacts.
Such an opportunity is happening right now - the RAN’s defunct Historic Flight has been put to limited Tender for disposal, and ‘crunch time’ has arrived. So, what’s the story?
For many years the RAN had a ‘Historic Flight’ (HF), comprising a number of previous Fleet Air Arm operational aircraft.
The Flight included two S2-G Trackers, two UHI-B Iroquois,

two Westland Wessex Mk. 31B and one C47 Dakota, remnants of a Hawker Sea Fury and a De Havilland Sea Venom,
and a large quantity of miscellaneous spares. Some of the
aircraft were airworthy.
Around 2008 the Navy decided to cease operating the Historic
Flight and engaged with the Historic Aircraft Restoration Society (HARS) to see what could be done to preserve them. The
then Chief of Navy agreed a partnership between the RAN and
HARS in 2009 which essentially loaned the aircraft to the latter
to maintain and, where applicable, to fly them. This was endorsed by MINDEF on 19 January 2012.
The Navy/HARS partnership approach to loaning the aircraft
to HARS broke down in 2016 when the issue of risk and liability rose to the fore – essentially, Navy received legal advice
that it could not delegate such responsibility in a loan arrangement. A decision was then made to dispose of the Historic
Flight aircraft by Restricted Tender, offering them in discrete
Lots (although spares for all types were bundled in one Lot).
Of significance, the Request for Tender (RFT) advised preference to sell all Lots to one Tenderer where possible, to preserve the collection as a group. The Tender closed on 31 August 2018.
It is our understanding that three organisations responded to
the RFT – one in Victoria, one in Northern NSW and HARS,
based in the Illawarra (NSW).

Sea Otter JN200. On the brink of being saved by a group of
enthusiasts only to be broken up and put on a scrap yard. Only
the bow section remains in the FAAM. Read about it here.

We further understand that the Victorian and Northern NSW
organisations have no interest in retaining the entire collection
as an entity. Rather, they have targeted specific airframes that
suit their particular focus. At least one of them intends to fly
its acquisition (if successful) and has therefore also bid on the
entirety of the spares, which cover all aircraft types. As the
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The 31Bs and UH1-Bs offered
for disposal. The Wessex won’t
ever fly again, but at least one
of the Iroquois could, in the
right hands.

Left. The best of the two Trackers. This was taxied at a relatively recent air day (see video
here) and could be restored to
flying status.
Right. The Dakota was in flying
condition but neglect and years
in the weather have taken their
toll. It could be restored.

Left: The Sea Venom is in
pieces in these containers.
Right. Some of the spares offered as part of the Tender –
but all spares are in a single
Lot, which could mean they
could be acquired separately,
or perhaps only with one or two
aircraft types.
spares are in a single Lot this would effectively separate them
from other aircraft types, in which they have little interest.

HARS also has in place an aggressive expansion campaign
to further improve its footprint. This includes an $80m proposal
for three ‘pavilions’ adjacent to its existing Albion Park facility,
By contrast, HARS proposes to keep the entire collection towhich will include a regional airport passenger terminal; an
gether (with one or more to be restored to flying condition).
aviation training, conference and event facilities, and more disHARS has a coherent short-term plan to preserve the collecplay space. The smaller and geographically distant Victorian
tion as a whole. It has also committed to requesting (again)
and Northern NSW organisations cannot boast these adthe allocation of land adjacent
vantages and, as a conseto the existing FAA Museum,
quence, this collection of high
so that it can raise funds and
We consider it vital that in the evalua- heritage value will, at best, be
build the proposed Hangar
tion process, preference will be given remote from the seat of Naval
complex for the HARS Navy
Aviation and at worst will be
Heritage Flight.
to the Tenderer who bids for all Lots
separated and dispersed.
HARS is exceptionally well
to preserve the collection as a group. Of the three organisations that
equipped. It has significant
responded to the RFT, HARS
We will be lobbying to that effect.
expertise in the preservation of
is therefore the only one with
historic aircraft and their
the stated intent to keep the
presentation either as static or flying displays. Its assets incollection together, that has offered to locate them near to the
clude over 11,000 square metres of existing hangar space, a
Fleet Air Arm’s seat of Naval Aviation, and has the resources
600+ volunteer workforce, and a proven capacity to attract avito restore the majority of the collection to either static or flying
ation enthusiasts from over the entire country (40,000+ visitors
status, as appropriate. This not only guarantees the collecper year). Its ownership of the collection would ensure the
tion’s survival, but will engender continued community interest
ongoing viability of the Navy Historic Flight aircraft and their
exposure as part of the FAA’s heritage.

FLYBY MAGAZINE Page 4

in Naval Aviation as people will see at least some of these
aircraft flying.
There is a significant potential hurdle however: the evaluation
of the Tender. We do not know when this will occur, other than
the bidders have been advised to remove the HF assets from
B hangar by/during December 2018 if they are successful. The evaluation should be happening right now, or at least
in the near future. It will also be a ‘closed’ process, as is normal in these things.
We consider it an imperative that in the evaluation process,
proper diligence be given to the clause stating preference will
be given to the Tenderer who bids for all Lots, to preserve the
collection as a group. We will be lobbying to that effect. ñ

First HATS Courses
Graduate
COMFAA, CDRE Chris Smallhorn, kindly provided the following information.
Friday, 31 Aug 18, saw the historic graduation of the first 723
Squadron Joint Helicopter School cadre of pilots, AvWOs and
Aircrewman. The Fleet Air Arm is charged with the responsibility of training all rotary wing aviators for the ADF at 723
Squadron through a combined Navy, Army and Industry partnership and the first course is now delivered: an exceptional
achievement and the first of many over the coming decades.
This sees the realisation of a great deal of effort by many, in
particular the project team within NASPO and 723 Squadron.

New Graduates of the first Helicopter Aircrew Training System
of HC723 Squadron, August 2018. 18 pilots (of which 7 were
Navy; 4 Aviation Warfare Officers and 6 Aircrewmen.

Twenty-eight aviators graduated on the day made up of 18 pilots (seven of which were Navy); 4 Aviation Warfare Officers
and 6 aircrewman. Our Army pilots and Navy aircrewman received their wings on the day. Amongst the graduates were
the three top graduates who were dux of their respective
courses; LEUT Rob McBeath (#1 JHS Pilot Course), SBLT
Ashley Hill (#1 JHS AvWO), LSA Simon Zammit (#1 JHS Aircrewman).
The day had a further historic significance as 723 Sqn flew, for
the first time, their Burgee (Pennant) for the Unit Citation for
Gallantry presented to Helicopter Flight Vietnam (HFV), which
was a unit of 723 Squadron that served with extraordinary
courage in the Vietnam War between 1967 and 1971. The
HFV served in the Experimental Military Unit (EMU), an integrated unit between the 723 Sqn detachment and the 135th
Assault Helicopter Company. 723 Sqn may now fly the pennant in perpetuity.
The Unit Citation was awarded by the Governor General at the
War Memorial on Saturday 18th Aug, Vietnam Veterans Day.
A very special and moving day where the FAA veterans who
served in HFV were finally appropriately honoured. This is only
the 6th Unit Citation for Gallantry ever awarded.

Minister for Defence Personnel The Hon Darren Chester,
RADM Neil Ralph and CMDR Bruce Willington show the Burgee (Pennant) for HFV’s Unit Citation for Gallantry
I am sure I join all the Fleet Air Arm past and present to congratulate 723 Sqn, our new Navy and Army aviators, and our
HFV Veterans on these historic events in our FAA and ADF
history. ñ

If you have any news, advertisements or other material you’d like
to put in this newsletter, simply
send it to the Editor here. Publishing is at his absolute discretion, but he will always try to
help.
Top of their classes: LEUT McBeath (Pilot), SBLT Hill (AvWO)
and LSA Zammit (ACMN)
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The first simulator? The Editor came across this image in the ‘HMAS Albatross (I)’ folder at the Fleet Air Arm
Museum, but it had no caption. It’s evocative of the days of the time: the old advertising, the uniforms and the
early technology. It was in the days when aviation was a novelty and the notion of actually flying a model at
20mph was something of a wonder, and certainly enough to attract a crowd. HMAS Albatross (I) was, of
course, our first aircraft carrier. ñ

ENGINEERING BRANCH REUNION
An ENGINEERING BRANCH Reunion is to be
held in Canberra on Friday 09 November 2019.
See the flyer (left) for details. This is open to all
engineering branches, including Aviation, so don’t
miss the opportunity to catch up with old mates.
Registration is required no later than 2nd November but earlier advice would be appreciated, so if
you’d like to attend please contact one of the organisers now. The Flyer is on our website here.

Erratum

In last month’s FlyBy the editor erroneously referred
to the RAN HFV as the “Historic Flight Vietnam”, to
the obvious delight of some readers. It should have
read “Helicopter Flight Vietnam”. Clearly he is becoming too seeped in history for his own good, or
perhaps is becoming a relic of it.
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Legendary FAA
People

In this series we look at members of the Fleet Air
Arm who led extraordinary lives. Such a figure was
Arthur John ‘Nat’ Gould, a Queenslander who
joined the RAAF in 1939 and served as a fighter
pilot in the UK, a stint in Russia training their pilots
and in New Guinea fighting the Japanese. He then
joined the RN Fleet Air Arm and set off on HMS Implacable to attack Japan, but the atomic bomb
brought the end of the War - so he signed up for
the RAN Fleet Air Arm which was being put together at that time.
Nat remained with the RAN for 17 years during
which he commanded 816 (Firefly) and 805 (Sea
Fury) Squadrons. He retired as a Commander in
May of 1965. His story reads like an adventure
novel, but it was at a time when risk was necessary
and times were dire.

some of the RFC WW1 blokes were still around. All I wanted
to do was fly, but we couldn’t afford it, so what I did was go out
and collect cow manure, mushrooms and sell them to the local
people at one and sixpence a bag or whatever, until I had collected 10 shillings and then I could go out to Archerfield and
get myself half an hour.
Eventually I got a licence at the age of 18, and incidentally in
the meantime I’d joined the Army Reserve and I’d become a
Bombardier in the Artillery. When war broke out in 1939, I was
actually in camp with the Army, but as I had a licence and
they’d started the Empire Air Scheme at that time, I was asked
to join the RAAF’ It was rather nice that I didn’t have to apply,
and I was asked would I like to join the Air Force. In our course,

Enjoy the story, as told during an address by him
in 2007.
‘When I was asked to say a few words, as usual I’ve reservations about addressing a gathering like this, because a lot of
you know me and I’m terrified of being accused of shooting a
line. It’s very difficult to talk about your own career without saying a few words and being a little immodest. The other worry I
have is that my memory is not what it used to be, so if I get
dates, and places and people a little bit mixed, tolerate me,
please.
Now to talk about myself, I grew up in Brisbane as a pre-war
bloke, and all I wanted to do was fly aeroplanes. It was the
days of Kingsford-Smith, Amy Johnson, Bert Hinkler, and

Sgt. Pilot Nat Gould on graduation from Wagga late
1940.
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which was No1, nearly all the chaps had flying experience of
some sort.
I did my basic training at Archerfield in Tiger Moths. We didn’t
even have a rank or a uniform. We wore civvies and they gave
us, overalls and a beret. We had no rank. Sergeants called us
‘Sir’. God knows why, I was only 18 and a civvy.
Anyway we finished with Tiger Moths, graduated, and went to
Wagga, and we were the first people to go direct from Tiger
Moths onto Wirraways. It was a bit of a jump, because not only
that, but the instructors didn’t know much about the aeroplane
themselves. My instructor was a Flying Officer pre-war RAAF,
absolutely terrified of Wirraways, claiming demons and “wapites” and that sort of thing. So being brash I taught him aerobatics in a Wirraway, but at that age, I was only 20, you can
do those things. Finally I got my wings and came out as a Sergeant Pilot from Wagga Wagga.
We were losing the war in those days – this was the end of ’40
– September/October 1940 – things weren’t going very well so
we rushed off to the UK and I got there in January ’41 and
went to an OTU down on the East Coast near The Wash,
where the cloud base never got above 800ft, it never stopped
raining, it was freezing, and we hadn’t flown for a long while
because it took us six weeks to get there. A Pilot Officer, Royal
Air Force, who had been shot at a few times, came over to
introduce me to a Hurricane. But first of all he sat me in the
back seat of a Harvard and gave me a couple of circuits. I think
I touched the stick once and then he said “OK off you go in a
Hurricane”. It sounds terrifying, and it is, but remember that in
those days the Battle of Britain was just over, and things were
pretty grim and they were enthusiastic about getting some recruits.
I think there were 12 of us from the RAAF at that time. Anyway
I got into a Hurricane and it was a very early model Hurricane,
and the radio didn’t work but I took off and got airborne and
got up into some cloud, but finally found my way home. But
the second trip in a Hurricane, Sutton Green was the name of
the airfield down near The Wash, I got airborne in this Hurricane but by the time I got my wheels
up, the radio didn’t work of course, I
was in cloud and came up above cloud
and I didn’t know where I was. I saw
what I thought was a Bristol Blenheim
bomber so I thought he’ll find his way
to some airfield so I tried to formation
on him. But I couldn’t catch him. He
kept going but I couldn’t catch him, and
I’d only had about an hour and a half
on a Hurricane. So I shot out over the
North Sea and let down and found my
way back. As I got out of the aeroplane, everyone clapped and cheered
“well done Nat”! When I asked what
for, they said I had just chased a JU88!
It turned out that the JU88 had just
bombed the airfield, knocked out Sergeant Smith and had killed two people
and they all thought here’s this brave

Australian just on his second trip chasing after him. My aircraft
recognition was nil, but I told them the truth, I couldn’t take
credit for that.
Anyway I graduated. We all graduated – even if you couldn’t
handle the darned thing you still graduated, they needed you,
and I got sent to a very very famous Royal Air Force Squadron,
called No17. No 17 had been in the thick of the Battle of Britain, and they had lost a whole pile of blokes, they had shot
down something like 70 or 80 aircraft, and one poor bloke I got
talking to had been shot down twice in one day. Anyway, I
joined 17 Squadron and fortunately they were due for a rest
and got sent up to Scotland. I had my 21st birthday up there.
There was no war on up there and being young and enthusiastic and it was still mid-1941 and the desert wasn’t going very
well, and with Australians there, I wanted to go out to the Middle East, so I asked for a transfer, and I finally found myself in
a little airfield near Catterick in Yorkshire, and I started getting
issued with a lot of flying clothing like passion killer things, flying suits, flying boots and so on, which didn’t look like they
were for the Middle East to me.
Anyway there were three other Australians with me, and the

HMS Argus, which Nat was posted to in 1941. It was
the first through-deck aircraft carrier and the first ship
he ever flew from, with no training. (Wikipedia)

Hurricanes aboard Argus (Wikipedia)
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next thing I knew we were on a little aircraft-carrier called the
would be surprised, anyway we went charging along and we
Argus. I was still a Sergeant Pilot, and it was HMS Argus,
got airborne – I did at any rate – but two of the blokes hit this
which people didn’t know very much about, and a lot of people
little ramp and broke their undercarriage. We were also briefed
who did know about her got it wrong. She was the very very
and told later on not to worry if we went in the water, because
first aircraft carrier
it was so bloody
in the world, long
cold you weren’t
before the Amerigoing to last
cans. She was
very long, and in
commissioned as
any case the dean aircraft carrier in
stroyer’s not go1918. I’ve learnt all
ing to stop and
this
since
of
pick you up becourse, btw, anycause there’s a
way here I was with
lot of trouble
120 hours or somearound.
thing, in this Argus,
We eventually
and we still didn’t
got to this place
know where we
called Vianga,
were going of
just outside of
course, and my
Murmansk. Murknowledge of stratmansk was just
egy and internaan airfield, the
tional politics and
snow
hadn’t
how the war was
started then, this
going – as a Serwas July, and
Hurricanes aboard Argus (Wikipedia)
geant of 20, I didn’t
the
Russians
know much about it.
had funny little Fighters there, and some Dive Bomber things,
Anyway, we got aboard this aircraft carrier, I’d never seen one
and they had no two-way radios. They had no radar of any
before, we went out from Glasgow out of the Clyde, turned
sort, and the Germans had a big base at Passano, which was
right, and I said ‘that’s not the way to the Middle East’, and as
not very far away, 40 or 50 miles, that sort of thing,
it happened it wasn’t - it was the way to Russia. So they told
with ME109s and JU88s, so the first thing we knew about a
us we were going to Russia, and I thought that was strange
raid on us was either when the flak opened up or the bombs
because I thought we were fighting the Russians – I told you I
dropped. And just to show a little bit of support, we had nothing
didn’t know much about all this. Actually it wasn’t long after
else to do, but get airborne. The strange thing was too that at
when Britain and Russia decided we were all on the same
some stage, the Finns, who were then enemies of the Russide.
sians, had Hurricanes, and so to a lot of Russians, the HurriAnyway, we got on this carrier, low cloud, fog and so on, and
cane was the ‘baddie’, and we got jumped quite a few times
after a while on our way to Russia, and we were up near Spitsby the Russians, which confirmed my idea that we should have
bergen, and we were flying different Hurricanes, Hurricane
been fighting them instead of being with them.
Mk.2s – didn’t know much about them – the compasses had
This was a bad time and the Russians were losing the war,
never been swung, but it didn’t matter, because I’m sure as
and so Mr. Churchill had promised them some help, so that is
you are all aware, being near the North Pole a compass alwhy the two Hurricane squadrons were there. The whole idea
ways points north. So our briefing was take off, do a port turn,
was not just for us to teach them to fly them, which was fairly
we’ll put a destroyer on the starboard beam, line her up, pull
easy, but also how to maintain them, because the Hurricane
your directional gyro out, and line her up. Now that made
was a quantum leap on the little agricultural things they had.
sense to me, and they said now fly along for half an hour or
Rolls Royce Merlins and 100-octane was bit of a surprise for
whatever it was, (oh by the way, they gave us maps which
them. Anyway, that was what it was supposed to be, but we
were in Russian and we couldn’t read anyway) and fly till you
did get involved in quite a few sorties and we were officially
hit it, Russia’s a big country, you can’t miss it, and when you
confirmed with 15 German aircraft. It was quite a few more
hit it, turn right, go along a little bit and then and go down the
than that. The Russians themselves were strange people and
river and on the right you’ll find an airfield!
they didn’t want to give us any confirmed. We found out afterI should mention that Argus had a little ramp on it, something
wards that they themselves got X number of roubles for every
like the ski jump on the modern RN carriers, way back in 1941
German aircraft they shot down and they didn’t want to share
they had this and the whole idea was to scoop you up in the
any of it with us, and in any case one of our bright blokes said
air but none of us had ever been on a carrier before, and none
that well, if we kept the money would lose out amateur status.
of us had ever flown these aircraft which hadn’t been tested
What a peculiar war it was. It’s almost hard to believe. You
for many many weeks. They lined us up one at a time, as far
have to remember that the Russians were very strange people
back as we could, but there was no wind over the deck, and
at this time that they just had very little to say, had no 2-way
poor old Argus was flat out, and if she could do 20 knots I
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radio, had no radar, and the army were fighting a very big battle only about 20 or 30 miles away from us. The Germans had
a couple of Infantry Divisions tying to take Murmansk, a warm
water port. We could go to bed at night and hear the guns at
the front, so it wasn’t very far away. The ‘A’ flight were sent to
escort a couple of these Russian Dive Bombers who were going to give close air support to their troops up one of the big
inlets. My flight went off to give some sort of support to the
Russian destroyer which was up this fiord because the presence of the German 109s and the JU88s.
It was a beautiful day, with not a cloud in the sky, you could
see everywhere. To my absolute astonishment, I saw the lead
Russian Dive Bomber dive down and dive bomb the Russian
destroyer. To my further astonishment, I saw the destroyer
open up and shoot this bloke out of the sky. We saw the crew
bale out and so on. That’s how strange the war was – we
started to wonder whether ‘A’ flight was on our side or not!

those sort of grim days, we were losing the war, no doubt
about it, and we were terrified about what was going to happen
with the Japanese and Australia. So we four Australians said
we wanted to come home, and they “yes you can” after a little
time. I remember it was St. Patrick’s Day, 1942, when I sailed
from Belfast and came back via Canada and the US on the
first American troopship to come to Australia, and I eventually
got back in May ‘42.
A couple of weeks leave, and then I joined RAAF 75 Squadron
which had been up in Moresby, and those of you who know
anything about the history of Moresby know it was a very bad
time for 75. It had been shot out of the sky almost to the last
Pilot, and certainly to the last aircraft, and so they were in a
bad way. It was not only myself of course, but a lot of other
Australians had come home via various ways, and so we got
rushed up to join 75 Squadron, which were flying P40 Kittyhawks.

Anyway, eventually came the day when
it got really and truly into winter and it
was time for us to go and we had
handed over the aircraft but there had
been no organisation to get us back, no
real organisation, so another young
Australian and I, Nobby Clark, went
down to the wharf at the fiord. There was
an RN destroyer called the Intrepid and
I went up to the destroyer and asked the
bloke where they were going and he
said back to UK. So I asked for a lift and
he said “sure, hop aboard” so Nobby
and I got onboard this destroyer. I got a
pair of twin Lewis guns out on the
bridge, I’m not sure what for, but this
bloody mad Captain, instead of going
back to Scapa Flow and back to UK,
was going in and out of all the fiords at
night looking for that something, and
eventually he found his something, and
it was a German troopship tied up alongside at Passano, so he torpedoed it.
Then he found he needed more fuel so
off we had to go, back to Vianga, to refuel. Anyway, we then headed back to
Nat in Milne Bay, New Guinea, flying Kittyhawks in 1942.
Scapa and UK , and eventually I got
back to London and reported in down
Before I left Kingaroy, had a couple of weeks and went back
there, still a Sergeant Pilot. I went in and said “Gould here”,
up to New Guinea to a place called Milne Bay, and we got up
and they said “you’re missing in action” and I said “I hope you
there round about June or July ’42, and we had a very bad
haven’t told anybody”.
time there. Milne Bay was just a little strip in the mud with his
The Squadron then went to Northern Ireland for a rest and we
PSP planking stuff all over it and if you went off the runway
got re-equipped with Spitfires. It was very pleasant in Northern
you would hit a coconut tree, no taxiways worth talking about.
Ireland then, I can’t remember what the weather was like, but
Poor ground crew, I take my hat off to them, it never stopped
we did some nice flying, but it was non-operational, and we
raining, it was mud, and there was no cover at all, they worked
escorted the odd convoy coming in off the coast. And then for
on the aircraft, the armourers and fitters and riggers, God
some reason, they commissioned me and I became a Pilot
knows how they did it.
Officer.
We all had malaria; I had malaria and dysentery at the same
Oh by the way, on the way back from Murmansk to UK, Detime, going at both ends! I hope you’re all enjoying this! The
cember 1941, Pearl Harbour happened, we heard about it over
sort of thing that happened is you would be in your little tent
the ship’s system, Again, you need to put your mind back to
on your stretcher, and the Doc would come in and say “don ’t
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you get out of that stretcher”, and as he walked out the CO
would come in and say “go and get airborne”, so you would go
and get airborne. It was unpleasant flying in the Kittyhawk with
the diarrhea. I remember you would take your mask off and
have a quick old vomit, and then put your mask back on, but
the diarrhea would be running down the back of your legs and
you had another hour and a half on patrol, and the chance of
a dog fight in the middle of it.
We did very well up there, we lost a hell of a lot of blokes I
think one day when I was up there we lost five from the squadron in one day, and 76, who were with also us up here, they
too lost a few. However, biggest deal was not the aerial combat. The Japs were coming in to land at Milne Bay, and because the weather was foul, the B25s and B26s from Moresby
couldn’t get out. So the two Kittyhawk Squadrons went off with
2 x 500lb bombs instead, and our briefing was - go for the
troopships of course, never mind the naval ships, and try to
stop the landing.
Again a typical area of low cloud and rain and the Japanese
were quite well escorted, a lot of flak ships and destroyers and
so on, so I came out of the cloud and of course the squadron
was split up and dispersed because the flak was pretty intense, so I went down to dive bomb a troopship, dropped my
bombs, then back up in the clouds and came home. The boss
came over when I landed and said “well done Nat” and I said
“what for” and he said “you sunk that flak ship” and I said “well
I was aiming at the bloody troopship”! So that’s how good my
dive-bombing was!
Anyway the biggest part of the war in Milne Bay from our point
of view and from the armourer’s point of view, and I don’t know
whether people realise this, but it WAS the first time the Japanese army was beaten on land. The army did an incredible
bloody job there, they finished up hand-to-hand fighting. At
one stage, the Japs owned practically their end of the strip and
we owned this end. We used to take off up over the water, and
crouch down over the armour plating, pull your wheels up,
breathe a sigh of relief, turn ‘round and strafe. A sortie was
something like 10 to 15 minutes. Between the water’s edge
and the mountains was only about 3 or 4 miles, and it was
thick jungle canopy and the army was fighting through this stuff
and they asked us to give them strafing support and what they
did, the leading unit would fire a red Very through the canopy
and then a number of whites for every hundred yards past the
reds (it was something like that I can’t remember the exact
figure now,) and of course it sounds pretty good but if you’re
in a Kittyhawk with low cloud and you’ve got 2 or 3 blokes with
you and you’re pulling out of low cloud at 180 or 200 hundred
knots or whatever it is, and the mountains are there, and up
through the canopy comes this thing and trying to pinpoint
where was almost impossible, so what you tried to do was line
something up on the coast. Anyway to make sure you strafed
well ahead of where you thought it was, and we did this for a
couple of days, and to our astonishment, the army said it
turned the battle for them so they were very grateful.
Well, we came out of Milne Bay round about Christmas time
1942, and I was sent to Mildura, which was the Fighter School,
and that was far worse than any war I ever went to because
the kids were coming out of school with their Wings, 200

hours, maybe 250, and they came to Mildura and we had them
for six weeks. Six weeks was all you had them for and in that
time we had to convert them – we had three front line aircraft
at the time, Boomerangs, Spitfires and Kittyhawks, and you
converted them to whatever, and taught them fighter tactics –
we weren’t flying instructors – and we had blokes from the
Middle East all twitched up with DFCs, DFMs, and blokes
who’d been in tank battles and so on and you had to sit in the
back seat of a Wirraway, as if you were an instructor, and
teach these blokes fighter tactics. On the day I arrived there
they killed four, and on the dive bombing range I think there
more casualties than there were bombs at one stage, because
these blokes didn’t have enough time. You put them in a Kittyhawk sent them off solo, then air combat, strafing, dive
bombing and so on. After about two months of this I went up
to the Group Captain and said “Can I get out of this bloody
place” and he said “get in the queue” but finally a very famous
Group Captain, Clive ‘Killer’ Caldwell came. He and I had
been great friends for many years and when he took over I
thought here’s my chance so I went up to him and he said
“where do you want to go”, and I said “anywhere”. He then said
“well, I’m going up to take over the Wing in Darwin, the Spitfire
Wing, how would you like to come”. Oh boy, so, to cut a long
story short again, I found myself up in Darwin with 457 Squadron, flying Spitfires. However, the war was tailing off up there,
the Japs were moving away and I think I fired my guns only
once. Anyway, it was good fun and I enjoyed it, but after about
10 or 11 months I got sent back to Mildura.
About this time, the Royal Navy came out in a big way, and I’m
now talking what, early ’45, or late ’44 early ’45, and I don’t
know if there are any RN-ers here, but they brought out a magnificent new force, which a lot of people probably don’t know
about, and included were aircraft carriers’ Some of you would
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A group of ex-RAAF/RN pilots who joined the fledgling RAN Fleet Air Arm in 1948. There was no caption with
this photograph but we believe Nat Gould is the Lieutenant front and centre. (FAAM)
know them of course, the Implacable, Indomitable, Indefatigable and Formidable. I served at sea in both the Implacable and
the Indomitable, and we had 80-odd aircraft in each ship. It
was quite an armada, seeing so many ships together, and we
had a lot of aeroplanes in the sky
Anyway, about this time, the RN and the RAAF got together
and said, look we’re going up to get ready for the attack on the
home islands [Japan], and you’ve got plenty of Pilots, can we
have some? The two governments agreed of course, and so
one day I was a Flight Lieutenant with a big moustache, and
the next day I was a Lieutenant RNVR, without a moustache!
This was early ’45, and we went to Schofields, just outside
Sydney. There were 12 of us and we were all quite experienced, ranging from Pilot Officers to Squadron Leaders, and
we all became Lieutenants, there were some gonged-up
blokes too.
Anyway they put us on the Seafires, and the Squadron I joined
had 36 aircraft and that same number of Pilots, and I’d been
in the Navy half a dog watch, and I was the Senior Pilot, didn’t
even speak the language, so we embarked in Indomitable did
our deck landing just off the coast here, which went pretty well
all right, though we lost one bloke off the coast here. Then I
went to Indefatigable and did a tour round New Zealand, which
was great fun.
Then I went to Implacable, which, with the rest of the fleet went
off to the home islands. We’re now getting towards mid-45 and
half a dozen of us were put on a small Escort, can’t remember

the name of it now, part of the fleet training, to back up the
main fleet, and we got just north of Truk (oh and by the way,
when we got to Manus, in the Admiralty Islands, we saw an
armada you’ll never see again in your life, the Yanks, the Brits
and the Australians getting ready for the attack on the home
islands. There were battleships, aircraft carriers, as far as you
could see, cruisers too, it was an enormous sight. One night
in the mess I go talking to some Yanks and they wanted to talk
about Spitfires and I wanted to talk about their aeroplanes. I
said I wanted to fly Hellcats and they said ok, have mine buddy
- and I had a flight in a Hellcat the next day, so I’ve got a Hellcat
in my Log Book!
Anyway we got up to north of Truk in this little escort thing, and
they dropped the ‘Bomb’ on Hiroshima. So we did a ‘180’ and
came home, and that’s nearly the end of my story you’ll be
glad to hear but not quite because we got back, and our Flag
Officer Aircraft Carriers was Sir Philip Vian, don’t know if you
know him, amazing bloke. He loved us, and he called us his
Abos. He gave us a party aboard his Flagship, can’t remember
its name now, and we all got a little bit drunk, and he said “what
are you all going to do, you’ll be out of work”? I didn’t know, I
still loved my flying and I was only what, 25, I didn’t want to be
a civvy, and he said “would you like to join my Navy?”.
I thought about it for a while and a couple of us got together
and decided it wasn’t a bad idea, so I went back to him, here I
was this lowly Lieutenant RNVR, and I said to this extremely
high ranking Admiral “Sir, I would like to join your Navy on one
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condition” and he asked what condition, and I said “that we
continue to fly”, because I could see us all going back to the
UK, poor tired old UK, because the war was over, and they
weren’t going to waste any money on us flying aeroplanes, we
were going to get a dead-end job somewhere. And he said “I’ll
fly the ass off you”. Anyway, four of us went across, Bunny
Hare, Keith Clarkson and I can’t remember the others now,
and the next day we joined the Royal Navy, and signed up for
4 years!
He kept his word, and they spent a lot of money on me. They
sent me to Central Flying School, Instrument Flying Instructor’s School. School of Naval Air Warfare, and I was then fully
qualified. And then, of course, in 1948, we bought the carrier
Sydney, and the RAN FAA was born, and I had a letter from
the Australian Commonwealth Naval Board, “Dear Lieutenant
Royal Navy Gould, would you like to join our Navy!” And I said
you bet, the money was better and in any case I wanted to
come home, I had been away for two and one half, nearly
three, years I suppose! Anyway, you know the rest of my story,
I joined the Royal Australian Navy and came home.
Just to end up, one of the saddest things to me is we no longer
have a carrier with fixed wing, and I hope one day and there
are signs that it’s possible, that we may fly again though we
won’t call it a carrier, I believe the ship they’re looking at is 600
or 700 ft, about 20,000 tons, that sort of thing, which is about
the same size and shape as Sydney was, and if you get one
of these with VTOL aircraft. I hope and pray we get back into
fixed wing flying, and I don’t see any reason why we shouldn’t,
because if you want to project your power in this part of the
world and show something, you’ve got to have a carrier with
fixed-wing aircraft on it, and project us wherever you want to.
Gentlemen, thank you very much for listening to me.’ ñ
Left: Nat Gould in his later years.
He retired as a Commander in
1965, having served 17 years in
the RAN. He then worked for
Hawker de Havilland as their
Marketing Manager for a further
12 years, before becoming a Director on the Board of British Aerospace. He retired in 1983.

Last Month’s Mystery Photo

Mystery Photo No 45 photo was kindly forwarded to us by Ron
Marsh, and showed a fixed wing aircraft aboard an aircraft carrier. We asked the name of the carrier and the aircraft type,
and the approximate date.
The aircraft is a Westland Wyvern of RNAS Ford.
We originally thought it was landing aboard HMAS Melbourne
as the Mirror Landing Sight appeared to be identical and the
flight deck markings married up, but Dr. Richard Kenderdine
did a sterling piece of research including contacting Air Britain
(publishers), who gave a most informative answer.
The aircraft is a Wyvern S.4 of 764 Naval Air Squadron (NAS)
from RNAS Ford during deck landing training, most probably
aboard HMS Eagle circa May 1955 to March 1957. 764 NAS
had two aircraft on strength at any one time during that period.
More details and photos can be found here.
In all 124 Wyverns were delivered to the Royal Navy, of which
39 were lost during a relatively short service life of just 5 years.
It is fair to say that it had a very chequered safety record. This
version of the Wyvern was powered by a 3500hp gas-turbine
engine driving a contra-rotating prop. ñ

You can listen to him telling his
story, including many insights
and thoughts, here.

Wall of Service Update
Order No 40 is closed and was forwarded to the Foundry in
mid-September. It had 12 applicants as follows:
CPOSE K.A. Summers
NAMAE N.J. Summers
CPOATA D.C. Mulvihill
POATA D. Henderson
CPOATWL W.A.E. Kinross
LCDR A. Kinross,

CPOMTD C.J. Summers
SQNLDR M. Radisich
WOAVN D.J. Terry
CMDR AE P. Parker
CMDR R.J. Kinross
CPOATWO F. Williams

Order No. 41 is now open with LCDR Alan Byrne as the only
applicant at the moment. More info on the Wall here.

GRUMMAN TRACKER HISTORY IN
PHOTOS
See the entire history of the Trackers in
photos, including initial delivery, the fire
and how we came out of the ashes to restore the capability in a record time. Click
on the image above to start.
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NEW MYSTERY PHOTO (Number 46)

Mystery Photo No.46 is actually two photos, kindly sent to us by Ian Gibson. We would like to know what the two images have
in common and the approximate date they were taken. You can see them bigger here, and use the link at that page to send in
your answer. ñ

Military Covenant A Step Closer?

emergency services. The object was to clarify what the crucial
element making service in the ADF unique was.
Essentially the uniqueness is brought about by the surrender
of the individual’s basic human rights under Article 3 of the
Universal Declaration of Human Rights adopted by the General Assembly of the UN in 1948 (to which Australia is a signatory) and the liability to be ordered to apply lethal force
against another human being. In no other occupation is the
surrender of this basic human right demanded nor is the legal
obligation to obey an order to apply lethal force imposed.
The call to develop an “Australian Military Covenant” follows
on from an understanding of this uniqueness and is a way of
spelling out the mutual obligations between the Nation and its
service men and women.

Extracted from the DFWA Website.
The Defence Force Welfare Association (DFWA), along with
the national leadership of the Alliance of Defence Service Organisations (ADSO) has long been proposing the development an “Australian Military Covenant”. A proposed Covenant
is currently the subject of discussions between ADSO and the
Government.
Some time ago the DFWA set out to describe what made service in the Australian Defence Force a unique occupation. The
discussion around service in the ADF had become clouded by
a range of views describing the characteristics of military service many of which could also be attributed to employment in
the various police and emergency services.
The discussion centered around the concept of The Unique

Nature of Military Service
The community’s general understanding of the uniqueness of
service in the ADF had been blurred to the point where military
service was being equated with employment in the police and

The proposed Australian Military Covenant is an instrument
designed to articulate the largely unwritten mutual obligations
between the Nation and the members of the Australian Defence Force. It will promote greater awareness and understanding within the general community of the demands placed
on ADF members as well as the community’s expectations of
the ethos and standards demanded of its Australian Defence
Force members. It will also help highlight the qualities and
skills ex ADF members bring to the workforce and encourage
commerce and industry to give favourable consideration to
employing spouses of ADF members and discharging members. It is a natural facet of the emerging ADF flexible workforce model.

CURRENT STATUS - 14 SEPTEMBER 2018
The Australian Military Covenant has had some recent media
attention in recent days. In early September the Labor Opposition announced they would legislate to introduce such a document. Then Katter’s Australian Party Senator (Fraser Anning)
advanced a motion in the Senate to have a Covenant legislated by the anniversary of the Armistice of WW1 (11 Nov 18).
To the Government’s credit, it was a date that we had convinced them that was a fitting one to proclaim the nations commitment to the Australian Defence Community.
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DFWA President Kel Ryan has emphasised to the Minister
and the DVA Secretary the following points of emphasis:

‘No Disadvantage Principle’. During recent consideration of the wording of the Covenant, this important aspect had
been removed in early drafts. While it is reasonable to suggest
that this could be included in the underpinning legislation, that
may not be enough to cement the Covenant as acceptable to
all the members of the Australian Defence Community. This is
a covenant for all Australians and should not be open to criticism. It must be beyond challenge. It is certainly not a covenant only for those currently serving in the ADF.

An Australian Military Covenant. Given the above, it is
a ‘Military Covenant’ not a ‘Veteran Covenant’. Recent suggestions to refer to it as a veteran covenant are unacceptable.

† REST IN PEACE †
Since the last edition of ‘FlyBy’ we have become aware of the
loss of Graham Rohrsheim, Bill Hutchinson, Dan McDaniel and Hank Fargher. You can read a little more of these
sad events on our Obituary pages here. ñ

Although Major Dan McDaniel did not serve in the Fleet Air
Arm, we like to consider him as an honorary member of it as
he was the OC of the first SAS Squadron involved
in Operation BURSA. This was the protection of offshore oil
rigs in the Bass Strait, which involved combined operations
between (initially) HC723 Squadron and a Tactical Assault
Group of the SAS.

The Australian Military Covenant must be enshrined in the
VEA, MRCA, DRCA and all other veteran related legislation.
It should be prominent in the many and various submissions
and papers we as a community make to government. It is the
centre piece of who we are and what we do on behalf of the
nation and our respective communities.

Dan, George Spence and Ken Vote met in Swanbourne WA
shortly after 723 was committed to the operation, to commence discussions on the way ahead. He was a fine officer
and he and his officers melded easily with the 723 officers ensuring that the many issues were ironed out, and tactics were
quickly developed. It was an Operation that tested many
boundaries and Dan was integral in helping resolve them.

It remains to be seen what progress will be made and we will
report further on it.

“We served together and played together. A great soldier and
great friend….”

The latest wording of that Covenant is here.

Farewell To A Friend
The FAAAA has been advised that LtCol Daniel Nolan
McDaniel (retired) passed away in Perth 28 August 2018 after
a battle with cancer. He was 71 years old.
Dan was a Viet Nam conscript gaining a commission from
Scheyville – an officer training school set up in western Sydney to specifically train conscripts with officer potential. He
grew up in Broome WA and was a professional fisherman
when conscripted. He was wounded in the last major engagement of Australian troops in the war when serving with 4 RAR

Letters To The Editor
Jindivik Story
The Jindivik story is very interesting – for several years in the
late 1950s at NAS Nowra there were two glider-style targets
that the Fireflies towed. They were painted black and had fixed
tricycle undercarriage, rather largish, and looked very like the
Jindivik -in fact we called them Jindiviks. The last one I saw in
the air was when a Firefly released it over runway 21, rather
higher than expected, with the result it hit the ground and cartwheeled in a cloud of dust and spare parts. I’ve never seen
any documents or photos of those things – and few people
seem to remember them.
The only other distinguishing feature was the outer wings were
up-swept giving it a slight ‘gull wing’ look. Overall they were
large and cumbersome and required a very low approach to
land them properly (that is to be cut loose, then to wander
here, there and everywhere).
Kim Dunstan. ñ

The Great Tiger Hunt

OUT OF THE ASHES
In December 1976 the FAA lost the great
majority of its Tracker S2Es in a hangar
fire. The story of how it managed to replace
them with a greater number of upgraded
S2G models is worth reading. Click on the
image above to read it.

The Navy used to play harmless tricks on people in da good
ol’ daze. There was the Great Tiger Hunt when ships visited
Singapore.
A notice would be placed on prominent notice boards requesting military volunteers to go and hunt a troublesome tiger on
Singapore Island. The tiger was causing havoc and killing villagers. A selection process occurred with training taking place
while the ship sailed towards Singers. The training involved a
couple of young sailors all fully booted and spurred in cammo
gear, webbing combat boots, daubed with cammo paint and
of course armed and with a ships member instructing them in
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the noble art of Tiger Hunting e.g. how to creep (along decks),
crawl (over obstacles/hatches/up ladders), lie motionless for
hours, etc. etc., all occurring while the rest of the ship’s crew
went about its business. Excitement rose day by day as the
ship edged closed to its destination. By this time the selected
volunteer(s) had been trained in the noble art and were raring
to go and hunt the troublesome tiger. The ship’s Captain, at
some stage, would congratulate the members for undertaking
the training and how the crew was looking up to them to be
able to kill the tiger.
The day finally came as they neared the city state where the
Tiger/s were creating havoc. The over the ships piping (PA)
system came the dreaded news that the Tiger had been killed
by the local police.
The tiger hunters were terribly annoyed that they hadn’t been
able to use their training until they realised it was all a big trick
that everyone from the Captain down was in on it. Red faces
were the order of the day especially if the tiger hunters had
proudly told their parents what they were going to do.
Can’t do that now can they? Sigh.
David Prest. ñ

Any info. would be greatly appreciated, thanks. Phil Williams.
By Ed. If you have any knowledge of this please write to the
Editor here.

Wanted: Missing Contacts for Birdies Reunion
Next March is the 50th Anniversary of SL 1/69 Course and I
wondered if anyone had contact email addresses or phone
numbers for the following folk please:
Dave Anderson (Pilot)
Alex Wright (Pilot)
Cheers, Mick Storrs
If you can help please advise the FlyBy editor here.

Wanted: Starter Cartridge Information
Can anyone give provide any details on the starter cartridges
shown below (for example, what aircraft they were used in,
what the markings on the bottom mean etc)? I have an empty
case I’m trying to identify.

Anyone Know Duncan Menzies?
I read with interest the article on your website by Kim Dunstan
on the Fairey Firefly. I am the biographer of Fairey test pilot
and liaison to the Fleet Air Arms of the UK, Canada and Australia. Menzies was evidently quite closely involved in the introduction into RAN service of the Firefly, as he made visits to
Scotland during the working up of the 20th Air Group, and then
spent a year in Australia acting as Fairey's point of contact.
I have very little information about this period of Duncan's career, and would be very interested to speak to anyone who
might remember him, and wondered if CDRE Norman Lee
might have encountered him at any point? Would it be possible to pass a message to CDRE Lee, and possibly put a note
in your newsletter asking if anyone knew or knew of Duncan
Menzies?
Many thanks for your attention. Matthew Willis.
By Ed. CDRE Norman Lee did provide some information but
more is always welcome. If you are able to help you can respond directly to Matthew here. ñ

Wessex Collision 1975
I'm trying to gain some information of a Wessex incident which
occurred in 1975 whilst practicing for the Navy's 75th anniversary fly past over Sydney harbour.
There were four Wessex involved flying in a box formation in
close proximity climbing just north of the 03/21 runway at Albatross. The rear Wessex's main rotor struck the tail rotor of
the leader and both aircraft were disabled but managed to land
safely. One back on the runway and the other in a paddock
north of the base. I witnessed this event as I was standing at
the northern end of ‘A’ hangar and working on 725 Sqn at the
time.

The characters on the base of the cartridge are as follows:
CART ELEC ENG START RLB. 5 9/9
CY33/59-59
Many thanks. Peter Adams
If you can help please advise the FlyBy editor here
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