ABN 3007 129 1677

See our website here

A periodical of the Fleet Air Arm Association of Australia
Edition 19 - February 2019.

Fifty-two years after it was scrapped,
WZ903 reappears and is ready to give
life to another veteran.
See page 3
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Tales From The Do-Drop Inn

In This Issue…

By Terry Brooks

Terry Brooks & Tom Burton
at Vung Tau.

Not long after arriving at Vung
Tau base, Keith and I had
made many visits to the numerous clubs on this Yank
base.

• Tales from the Doo-Drop Inn, Vietnam

If ever there was an army that
catered to the desires of leisure to its troops, the US Army
was the one. Troops did not go
without crap-tables, poker machines, or any form of entertainment that could be brought
to them. A visit from Bob
Hope, dance troupes, movies
and even some form of theatre…I tell you, the US Army did

• A Blended-Wing Airliner for Boeing?

not spare the horses.
The Aussies also got some form of entertainment at the RAAF
section of the base. We had Lucky Grills and other entertainers from down-under, and were grateful for that. Mind you, we
didn’t get to see all the Aussie entertainers who arrived. But
Keith and I were just glad that we found some Aussie beers at
this base.

• Wall of Service Update
• The Tale of Two Venoms

• Wall of Service Update
• RAN Historic Flight Update
• Feature Article: Medivac in the Southern Ocean
• Mystery Photo No 49 Answer
• If only…The Dream of a Young Artist
• Around the Traps
• Letters to the Editor

The thing is, see, there were times when you’d be contentedly
sitting, reading, and nipping things off to a point, when suddenly a voice came from behind, “Hang in there..” or “Won’t be
a minute”, or, “Close shop, it’s time to ring the changes..”, and
it was then that the rear access door opened and the bin,
above which you were sitting (and I spell that correctly), was
removed and replaced. It seemed, sometimes these secret
meetings didn’t ‘pan out’…well, something like that…. ñ

Wall of Service Update
Order No 41 has 12 names on it (see below). We would normally now send it to the Foundry, but are waiting a few extra
days to see if anyone would like to order a plaque quickly
which will get them on the Wall without a long wait.
LCDR A.J. Byrne
LSATW R. H.G. Ralph
POAVN A. Ross
NAMW D.R. Smith
CAPT GLEX(O) A. Whittaker
LCDR GLEX(P) P. James

LCDR A.F. Beauchamp
LSATWL R. W.G. Ralph
CPOATWO J. Hunter
SWRATA M. Sullivan
CMDR S. Whittaker
LSATA3 R. Cocks

You can find more info on the Wall, including how to apply for
a Plaque here. ñ

NOTICE OF QLD DIVISION AGM
The Do-Drop Inn, Vung Tau. It has since closed for business.

Sometimes, we would meet in some secret rendezvous just to
get away from it all. The Do Drop Inn was just such a place,
and here you can see (above) where Tom and I are catching
up on current events. I am reading the latest Phantom comic,
and Tom is catching up on Donald Duck and his nephews.

The QLD Division’s Annual General Meeting will be held on Sunday 3 March @ 1030
at the Bribie Island RSL. It will be followed
by lunch in the Club.
Nominations for all positions should be sent to John
Stewart 0420 563 010 or Ray Murrell 0412 608 507
by Sunday 24 February please.
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The Tale of Two Venoms

WZ944 at her new home in Ogden, Utah. The date of this photo is not known. (Rich Grinnell)
Every now and again one is fed a tantalising snippet of information. Such a tidbit appeared recently on the “Friends of
the Grumman Tracker” website, showing images of Sea Venom WZ903 in pieces (below) with the following caption:
“Here are some photos of Sea Venom
WZ903.
Nobody
knows where’s it’s at.
Every speculation on
the Internet is wrong
as to her current location. It took six
months of research
and many phone
calls to find her. As
we get closer to the
first flight of WZ944
we will go and get
903. She will have
many parts that will
AZ903 at an undisclosed location in the USA. We have only recently seen these photographs keep 944 flying”.
by Steven Demanuele, who also provided the caption shown to the right.

ADF Serials, that excellent source of information on ADF aircraft, reports that WZ903 was sold for scrap in 1966
and was acquired by the Warbirds Museum in Mildura NSW before being transported to Chino, California. The
above post is the first update we’ve heard of this aircraft. As you can see from the photos above, she’s had a hard
life for the past 50 years or so!
WZ944, which we understand is approaching flying status, was also acquired by the Warbirds Museum in Mildura
and was subsequently shipped to the States. She was bought by Rich Grinnell and spent some time in Oregon.
More recently she was transported to Ogden, Utah, where her restoration by John Hammons’ Ultimate Aviation
Inc. continues.
If anybody has any more information on these aircraft, or any ex-RAN airframes for that matter, we would very
much like to hear from you. Contact the editor here. You can see the full story of the RAN’s Venoms here. ñ

Have you paid your 2019 subscription yet? Please see the
back page if you have not….
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Boeing’s
Blended Wing
Airliner

Fact or Fiction?
A ‘group email’ was recently doing the rounds bringing the first
pictures of the new Boeing 797 airliner. Reportedly able to
carry 1,000 passengers, it boasted a 10,000 mile range at
Mach 0.88 and a crew of 50 to cater for all those voracious
passengers.
But aside from its size, the most remarkable thing about the
reported new airliner was the unique ‘Blended wing’, which
does away with the conventional tubular fuselage with wings
and tail attached. In its place is a streamlined ‘fat wing’ which
not only provides lift but accommodates crew, passengers and
cargo as part of the integral structure.

‘Is there any truth to the emails showing a blended wing 1,000passenger concept that is dubbed a Boeing 797? Makes
sense that the airline industry would head this direction some
day, but it just sounds too good to be true!
Yes, too good to be true, indeed. Someone was having a bit
of fun with PhotoShop perhaps. Boeing is not planning to build
a 1,000 passenger commercial airplane dubbed the “797,”
based on the blended wing body (BWB) concept or any other
futuristic concept. It’s certainly not in our commercial market
forecast, which goes out for 20 years. We think the commercial airplane market favors point-to-point routes, and we’re developing the 787 [Dreamliner] as the perfect match to help
meet that demand.’ [You can see one being made here].
Boeing is developing a concept airliner which is likely to be
called the B797, but it is of conventional design insofar as it
has the tubular fuselage with wings and tail attached. An announcement is expected at the Paris airshow in June 2019.

The article reported that the new design dramatically alters the
lift-to-drag ratio by 50% and reduces overall weight by 25%,
making it a third more fuel efficient than the Airbus A380. Not
only that: the ‘high airframe rigidity’ reduces turbulence and
creates less stress on the airframe, resulting in longer service
intervals and better range, speed and fuel consumption.
Sounds too good to be true? Well, it is, and the myth has been
around a long time. Boeing attempted to crush the rumour
back in 2006, when they put out a bulletin as follows:

But there is a grain of
truth in the above
spoof, as Boeing and
NASA had indeed
been working on a
blended wing craft to
test the characteristics of a hybrid WingBody design. The
project ran for six
years before coming to an end in 2018, having achieved its
task. The data it provided may assist in the development of
more environmentally friendly aircraft 20 years from now.
Spoof emails are common and are, for the most part, convincing. But like this one they can be pretty much fictional, or can
severely embellish the true facts of a story. ñ
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HMAS Queenborough
Medivac in the Southern
Ocean 1966
By CMDR John van Gelder
Originally published in the Naval Historical Review

During the forenoon of Wednesday 19 October
1966, the weather could only be described as superb. Since departing North Wharf, Melbourne, on
Monday morning the weather had been very kind
to us. The sun was brilliant, the swell from the
south west and hardly perceptible, the wind a light
north westerly and temperature in the low 20s. On
the horizon off the port quarter lay the rather forbidding mountains of the south-western extremity
of Tasmania.
At this time it was my privilege to command
HMAS Queenborough, without question the best ship in the
Australian Fleet. This assessment could be verified by asking
any member of the ship’s company, and I certainly had no
doubt about it myself.
Having departed Melbourne on the Monday, we were due to
arrive in Hobart on the Thursday for a ceremonial visit, after
making passage down the west coast of Tasmania. Visiting
the friendly city of Hobart has always been a pleasure, from
my first visit whilst serving in HMAS Australia in 1954 to the
last visit when I managed to find myself with a fire in the port
engine of one of our RAN Dakotas immediately after takeoff
from Hobart airport. Now nothing will accelerate the adrenalin
flow faster in a pilot than a fire in the air . . . but I digress, that
is another story.
On Wednesday morning off Tasmania life was very pleasant
indeed. As the man on the TV ad said ‘. . it doesn’t get any
better than this.’ Actually, he was quite correct. If it can’t get
any better then it must stay that way or get worse. As the day

progressed there was ample warning that things would get
worse with a rapidly approaching mass of cirrus cloud from the
south west quadrant.
Later in the day, as the weather really was showing marked
signs of deterioration, a most interesting signal was received
from Fleet Headquarters at Garden Island. In essence the signal invited us, in no uncertain terms, to get ourselves to Hobart
at best speed, top up with fuel and stand by to proceed to
Macquarie Island for a possible medical evacuation.
Two questions became immediately apparent. Firstly, what
was the shortest passage from our present position to Hobart
and, secondly, what do we know about Macquarie Island? The
first question was simple to answer. By far the shortest passage to Hobart was through D’Entrecasteaux Channel. The
question regarding Macquarie Island could wait until we had
studied the charts and books. All I knew was that it was a long
way south.
Immediately after receiving the signal, at about 1845, we increased speed to 25 knots and shaped course for D’Entrecasteaux Channel.
Our arrival at the entrance to the Channel seemed to coincide
very nicely with the arrival of the full intensity of a cold front.
That is, 30 knots of wind, driving rain and a pitch-black night.
I had great faith in our 978 radar, however, blind pilotage under these weather conditions in an unfamiliar channel was not
conducive to a relaxed and pleasant evening at sea. In order
to lower the stress level on the bridge personnel, including myself, we reduced speed to 20 knots.
Berthing at the fuelling wharf in Hobart shortly after 0500 was
interesting. With a strong southerly wind and flooding tide it
was necessary to keep both engines slow ahead until the
berthing lines had been secured. Whilst refuelling progressed,
phone contact was made with Fleet Headquarters. We were
directed to sail for Macquarie Island on completion of fuelling,
at economical speed, and await further instructions.
As the Scheme of Complement for Queenborough did not include a medical officer we embarked a civilian Government
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Medical Officer whilst in Hobart. Unbeknown to him, the doctor, a thoroughly delightful gentleman, was about to spend
some of the most uncomfortable days of his life by courtesy of
the RAN. At this time I learnt that the person we were likely to
evacuate from Macquarie Island was diagnosed as suffering
from stones in the kidneys. A condition, I must confess, which
meant very little to me at the time.
On completion of fuelling we cast off shortly before 0900 and
proceeded down Storm Bay whilst awaiting further instructions.
At this point, mention should be made of two interesting, but
quite unrelated, matters. The first concerned the rate of fuel
consumption in order to successfully complete the operation
in hand. The second matter concerns the barograph, located
in my cabin, which gives substance to this narrative.

A Little More About 822X Squadron
In December we reported that 822 Squadron
had been commissioned at Albatross as 822X,
to operate with and further explore the capability of Unmanned Aerial Vehicles (‘Drones’).
It was formed from the previous Navy Unmanned Aerial Systems Development Unit.
822 Squadron had its roots in the Royal Navy,
where it was originally formed in April of 1933.
It flew Fairely 111F “Seals” and then Fairey
Swordfish from the carriers Furious and Courageous.

With a round trip of nearly 2,000 nautical miles to Macquarie
Island and return to Hobart, fuel consumption would not normally be a problem. However, since the mission was that of a
medical evacuation, the requirement to steam at speeds
above normal cruising had to be taken into account. Other factors which could affect fuel consumption were the possibility
of unknown delays and, of course, the weather. The requirement to return to harbour with 30% fuel remaining as standard
operating procedure had to be observed.
A barograph is a rather delicate instrument, encased in a nice
glass cabinet, which provides a continuous record, on paper,
of the atmospheric pressure for a period of seven days. The
instrument in my cabin was mounted on a small shelf such that
the stylus arm lay fore and aft, pivoted at the forward end and
situated on the port, or outboard, side of the paper roll known
as a barogram. In normal sea conditions the stylus produced
a fine clear trace, however if the ship was rolling heavily the
light spring loading of the stylus arm allowed the arm to move
slightly away from the barogram, thus producing quite a heavy
ink trace. Subsequent events proved this to be so. In regard
to the positioning of the instrument in a ship the Admiralty
Manual of Navigation states, in part ‘. . . if possible, the barograph should be secured in an athwartship position, so that
the pen is less likely to leave the paper when the ship is rolling.’ Obviously, the person responsible for securing the instrument in my cabin had not read the book.
On passage down Storm Bay I considered that I should acquaint myself with the vast area south of Tasmania. To this
end I consulted that excellent Book of Reference known as the
‘Southern Ocean Pilot.’ Only one sentence really focused my
attention and this stated that icebergs had been observed up
to 45 degrees south at this time of the year. Not a comforting
revelation, since we were proceeding down to about 54 degrees south.
Also, whilst steaming down Storm Bay the ship’s company
was advised in detail of the forthcoming operation (as if they
didn’t already know!). It is a source of great satisfaction to observe how sailors will respond if they believe they are doing
something different, particularly if it is helping people or someone in need.
Thus the scene was set. The order to proceed to Macquarie
Island was received at about 1430 on Thursday 20th, at which

Fairey IIIF above HMS Furious in mid 1930s

The Squadron was disbanded after the latter
was sunk by a German U-boat on 17 September 1939, but subsequently reformed with Albacore and Barracuda aircraft. It fought in the
Mediterranean and Indian Ocean theatres, including strikes on the Japanese held island of
Sumatra, before disbanding in 1946.
Interestingly, the Brits also recommissioned a
Squadron at the same time as 822X. 744 Naval Air Squadron was reinstated at Boscombe
Down, Wiltshire. Formerly the ‘Mission Systems and Armament Test and Evaluation
Squadron’, 744 will be responsible for ensuring new British military aircraft, weapons and
upgrades are safe and fit for purpose. ñ
time we were approximately 70 miles south east of Hobart.
Ship speed was increased to 18 knots, and a south easterly
course shaped for the Island, open throttle steaming on one
boiler.
As the atmospheric pressure was increasing slightly at this
time I was optimistic enough to think that the cold front we had
encountered the previous day would be fast moving and, as a
consequence, improving weather might be expected. What a
fond hope! In the late afternoon all that could be seen was a
complete overcast, a low cloud base with intermittent showers,
a noticeably rising south westerly swell, increasing wind
strength and discernible horizon. Put simply, it was not very
nice weather. That evening my very clever navigator managed
to find two stars in a break in the clouds to confirm our position.
No SATNAV or inertial navigation in those days.
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By midnight my vague optimism concerning the weather was
shattered with a noticeably falling barometer and the ship
starting to roll quite heavily to port with the swell directly on our
starboard beam. With the approach of a new day it became
very apparent that our little cruise down south was going to be
anything but a pleasure cruise. As we were now making inroads into the Southern Ocean, well clear of any influence
from the continental shelf, the south westerly swell seemed to
be increasing at the same rate as the barometer was falling.
The wind velocity, at this time, was south westerly at about 50
knots. With the ship rolling so heavily, 30 degrees of rudder
was constantly being used to maintain course. For this reason
the second steering motor was connected.
Friday 21st was a distinctly unpleasant day for everyone in the
ship. By this stage a steady routine had been established.
With the enormous swell on the starboard beam the ship
would roll to port on the approaching swell then almost recover
to a vertical state in the following trough before being rolled
again to port on the next swell. There was, of course, a sea on
top of the swell but this appeared insignificant in relation to the
magnitude of the swell.

I have often regretted that we made no attempt to take accurate measurements of the swell height and interval. There is
no doubt that the height from trough to crest was in the vicinity
of fifteen metres and possibly more. The height of Queenborough’s bridge above water line was 30 feet and we were certainly looking up at the top of the approaching swells at a considerable angle. From memory the interval between crests appeared to be about 200 metres and they were moving at a
speed over the ground that would have been difficult to assess. The bitterly cold wind at this stage was about 70 knots
and breaking the tops off the seas into white water and salt
spray. The clear vision screens on the bridge were being given
an unremitting workout. Naturally, venturing out on to the upper deck was definitely not on.
During the afternoon watch the Engineer Officer advised that
the inclinometer was registering the ship rolling to port up to
40 degrees. From a ship handling point of view one incident
occurred which indicate how critical speed can be in these

conditions. Our estimated time of arrival at the Island was calculated as late afternoon Saturday. Therefore, in order to give
us some leeway in time, it was decided to increase speed to
20 knots. The consequences of increasing speed were quite
remarkable. Whilst steaming at 18 knots, although rolling
badly, we were not shipping water across the decks. When
speed was increased by just 2 knots it was found that we were
shipping water over the forecastle deck edge and it was running across the deck as broken white water about eighteen
inches deep. This was a terrifying sight to me as I had no inclination of burying my ship vertically into the Southern Ocean,
thus an order to return to 18 knots was rapidly executed.
Barogram record of HMAS Queenborough
After wandering around the ship late Friday night listening to
the odd creaking sounds being produced by a relatively old
riveted hull, I wondered just how hard you could drive a ship
from a structural integrity point of view. These were not idle
thoughts, since I could recall quite vividly being involved in
stopping a leak and shoring up the ship’s side in the forward
seamen’s messdeck of HMAS Quiberon during a northerly
gale in the Straits of Formosa only a few years previously.

On entering my cabin at about 0100 I glanced at the barograph
to find to my surprise that the atmospheric pressure was now
down to about 975 millibars and still falling. At this time I had
a number of thoughts, in order:
Firstly, this is a crazy situation, however we must press on because it is a medical evacuation after all.
Secondly, just how low can the barometer fall? The rate at
which it was falling suggested to me that we were approaching
the centre of a depression – and what then?
Thirdly, a vague but real sense of isolation. We were a long
way from assistance in these extreme weather conditions.
That night I think I envied my junior sailors sleeping in their
swinging hammocks, since trying to sleep on a single mattress
aligned fore and aft, under these conditions, required some
skill. I had left instructions for the Officer of the Watch to call
me at 0600. This he did in the usual and very effective manner
by calling down the voice tube. On this occasion, however,
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apart from hearing the cheerful voice of the Officer of the
Watch telling me the time and how bad the weather was I was
also treated to a cupful of stale, rusty water into my ear from
the voice tube. Not a good way to start a new day! No doubt
the offending liquid had been accumulating somewhere in the
voice tube plumbing for some considerable time, awaiting the
time for the ship to roll far enough to port to dislodge it and
surprise some hapless victim (me!).
On leaving my cabin I noted the barograph trace had now
managed to fall into the blank area of the form in which is written the ship’s name and other significant details. I thought this
to be rather unusual and certainly unfriendly to mariners! The
atmospheric pressure appeared to be about 965 millibars. On
the bridge nothing had changed, except the wind strength,
which was hovering between 70 and 80 knots. The sky was
completely overcast and the enormous swell was still enormous, or even more so if that were possible. I was very thankful that Type 15 frigates were designed with enclosed bridges,
although ours at the time was cold, damp, stuffy and constantly wet underfoot.
At about 0645 a most extraordinary phenomenon occurred,
which caught me completely by surprise and, in reality, took
me a minute or so to appreciate. Within a space of time, perhaps no more than two minutes, the wind which had been
blowing at 70 or 80 knots, simply died to nothing. For the past
thirty-six hours or so we had been subject to the noise of constant smashing of heavy salt water spray against the windows
and side of the bridge and the high pitched howling of the wind.
Now, so suddenly and unexpectedly, barely a sound could be
heard, apart from the familiar sounds of the ship underway.
The situation, which for me took a minute or two to comprehend, was that we had simply entered the eye of a cyclonic
depression with a significantly low central pressure. It was an
eerie feeling to stand on the bridge with the ship ploughing
through a 15 metre swell at 18 knots with the water surface
undisturbed by wind ripples. The seas had moderated on the
swells to give almost an oily appearance to the surface. Although I had read of this type of situation I had never experienced a passage through the centre of a depression of this
magnitude. The memory of it is still vivid in my mind. On the
bridge the feeling seemed to be one of awe at the sudden and
dramatic change in the weather and, perhaps, of apprehension as to what was going to happen next.

HMAS Queenborough
From my visual observations and the barograph recording I
can only speculate that our south easterly course had kept us
in the Cold Frontal Zone of the approaching intense depression for, at least, the previous twenty-four hours. It also seems
probable that the depression was relatively slow moving and
may have been moving in a roughly northerly or north easterly
direction. Certainly the pressure gradient was very steep since
our passage through the eye in forty five minutes at 18 knots
suggests the eye was about 12 to 15 miles in diameter. This,
of course, assuming zero movement of the eye at the time.
Maintaining our south easterly course (at that time 143 degrees) we picked up Macquarie Island on 293 radar about midday at a range of approximately 60 miles. After the severe rolling we had encountered for more than two days, and being
uncertain of the degree of surface movement, I was surprised
to find that we had only to alter course 3 degrees to starboard
to make our intended landfall. I always knew my navigator
would make Flag rank, which of course he did some years
later.
Visually sighting the Island for the first time I immediately concluded that this was no place in which to spend annual holidays. It appeared to resemble a huge windswept rock covered
with sparse green vegetation, shrouded with cloud and located
in a most inhospitable part of the world. The Island itself lies
in approximately a north south direction, with an isthmus at the
northern end, on which is located the Australian National Antarctic Research Establishment (ANARE) base. On either side
of the narrow isthmus are two indentations in the coastline,
euphemistically knows as bays; the one to the west known as
Hasselborough Bay, the one to the east as Buckles Bay.
In the final two hours or so before reaching the Island the
weather moderated to some extent. This is a relative statement of course, however the wind had backed almost to the

Realising that we were in the centre of an exceptionally low
pressure area I went to the wheelhouse flat to check the reading of the Kew Pattern (mercury) Barometer. This instrument
gave a reading of precisely 964 millibars and, in fact, confirmed the readings of the barographs in the navigator’s
chartroom and my cabin.
The passage through the eye lasted about forty-five minutes.
At this time one may have expected to observe some break in
the clouds, however this was not to be. The sky remained
completely overcast throughout. At about 0730 we emerged
from the peace and tranquility and found ourselves back in the
familiar conditions with wind speeds of 70 to 80 knots.
Strangely enough, there was not a marked change in wind direction. It had been south westerly and remained approximately so, although backing slightly.
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south and decreased in strength from 70 knots down to a manageable 20 or 30 knots! When radio contact had been established with the ANARE base we were advised that the most
suitable embarkation point would be in Hasselborough Bay. I
found this advice to be a little strange since I was aware that
supply ships to the Island usually anchored in Buckles Bay.
Assuming that the locals knew best we headed for Hasselborough Bay.
On entering Hasselborough Bay at 1530 on Saturday we approached to within about 400 metres of the rocky shore, at
which time I decided that the locals did not know best! With a
chart almost devoid of soundings, a threatening and obvious
lee shore with 20 to 30 knots of wind, it was time for us to be
out of there. The ANARE base was informed of our intention
to proceed to Buckles Bay. Fortune occasionally favours the
good and so it was to be as we entered Buckles Bay. The bay,
on the eastern side of the Island, was tranquil enough to attempt a landing. The wind had dropped appreciably, there was
a very low ground swell and to our relief there were some
breaks in the clouds, through which we could actually see
some patches of blue sky.
Now came the phase of the operation for which we had voyaged over 800 ‘lumpy’ miles. It was decided not to anchor the
ship, but to stand offshore about 400 metres. Using binoculars
from the top of the bridge the outlook was not particularly
bright when surveying the likely places on the foreshore where
a sick man could be transferred to a seaboat. Firstly, the foreshore was not a beach as such, but a reasonably steep approach to the land strewn with large boulders or rocks and approximately two to three hundred metres long. I must add that
the rocks were overlaid by dozens of sea lions (or were they
sea elephants?) looking for all the world like giant slugs; sunbaking in the freezing temperature, no doubt. Secondly, the
approach to shore was hampered by a heavy growth of kelp
covering the entire foreshore, except for a narrow passage towards the southern end. The kelp, which was clearly visible on
the surface, extended to about fifty metres offshore, however
there was a narrow passage between the kelp and the shore
line.
The Executive Officer, who was to take the motor cutter inshore, was directed to enter through the kelp at the southern
end and proceed close inshore to the pick up point and, if necessary, kedge the boat inshore to assist the transfer of the sick
man from shore to boat.
It was at this stage that I realised that the potential for ‘Murphy’s Law’ to take a heavy hand in proceedings was almost
unlimited and maximum precautions should be taken to offset
any likely down side to the operation. For example, supposing
the propeller of the motor cutter became entangled with kelp,
supposing engine failure was experienced for some reason,
supposing a plank were to be crunched in on a hidden rock,
and so on! To counter these unlikely contingencies the only
thing that could be done was to have the second motor cutter
fully manned and ready to go. This matter was taken in hand.
Newspaper reports at the time, both before and after the operation, were quite adamant that delivering the ailing man from
the Island to the ship would be by way of rubber raft or ‘rubber
ducky’. Wrong on both counts. These were the days before

the issue of the ubiquitous outboard powered Zodiac type inflatable boats to ships of the RAN.
In Queenborough, we carried two 25-foot motor cutters. These
boats were clinker built of timber, of very robust construction
and powered with an equally robust and, if well maintained,
reliable Dorman Ricardo diesel engine. Although the boats
were periodically surveyed by the Dockyard, I always had a
niggling doubt about their structural integrity, since they spent
most of the time sitting in ship’s davits with their keels becoming noticeably hogged and their garboard strakes becoming
increasingly more impregnated with diesel and lubricating oil.
The thought that some officer lowering a boat in a moderate
seaway might miscalculate by slipping the boat from a great
height with the consequence of the diesel engine disappearing
clean through the bottom of the boat, had no appeal for me at
all. In reality, the motor cutter was the only means by which
we could recover our man from the Island.
With the ship standing offshore the seaboat was lowered at
1615 and proceeded inshore as planned. The patient was literally lifted from shore into the boat and by 1645 the boat had
been re-hoisted and our patient sent to the sick bay for examination by the doctor. The whole operation had proceeded so
smoothly that it felt almost like an anticlimax.
On confirmation by the doctor that his patient was not in immediate need of surgery, which was a considerable relief, we
shaped course for Hobart. It was at this time, when only about
a mile or so from the Island, that we experienced a most extraordinary sight. The weather, which had been relatively kind
to us for the past hour, quite literally changed within minutes
and Macquarie Island disappeared into what can only be described as a tempest. High winds, driving rain and possibly
snow was all that could be seen of the Island. Had we arrived
an hour later our chances of taking the patient off the Island
would have been nearly impossible, or extremely hazardous
at best.
Once clear of the lee side of the Island we were back in familiar
territory, winds of 50 to 60 knots and the unrelenting huge
swell of the Southern Ocean. In providing some element of
variation the ship was now rolling heavily to starboard, rather
than to port to which we had become so accustomed. Our fortunes were again being favoured as the barometer was indicating a strong tendency to rise. There was no appreciable
moderation in the swell or wind strength until about the afternoon of Monday 24th, by which time, I suspect, the ship’s motion had probably cured the kidney stone problem experienced
by our ailing patient, to some extent at least!
As Monday evening approached the sight of the flashing light
from Maatsuyker lighthouse on the windswept south eastern
tip of Tasmania was very comforting indeed.
We berthed in Hobart at 0800 on the Tuesday with a ship covered in salt and a ship’s company physically weary, but inwardly confident that they and their ship had achieved all that
had been asked of them, and done it well.
The Report of Proceedings for the month of October, 1966,
noted, in part, ’Electrical machinery has functioned satisfactorily during the month, although upper deck equipment, particularly ventilation fans and whip aerials, suffered severely from
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the high winds and seas experienced on the way to Macquarie
Island.’ Ah, the propensity for naval understatement!
In reflecting upon that voyage in more recent years, and with
a reasonable understanding of what may be expected from
the weather in those southern latitudes, three thoughts keep
recurring in my mind.
Firstly, my deepest admiration for the earlier navigators such
as Captain James Cook RN, who in command of HM ship Resolution in 1773 made two voyages to the Antarctic, at one time
spending three weeks below latitude 74 degrees south. Imagine the conditions in the ship; such fortitude and endurance.
Wooden ships and iron men indeed.
Secondly, as a yachtsman, I would suggest to any person contemplating a single-handed race around the world in the type
of yacht which cannot be handled efficiently by one person,
that they should initially undergo a psychiatric assessment. If
the assessment reveals an IQ above single digits they should
then retire to a country village. In this way it may possibly save
their lives and obviate the necessity for other people to hazard
their own lives in attempting to rescue them. ñ

FlyBy Grapevine Comes Up Trumps
In the December edition of FlyBy we printed the following photograph of a couple of Sycamores working in the field and
asked if anyone had any idea where they were taken.

Last Month’s Mystery Photo
Mystery Photo No. 49

The ‘FlyBy’ grapevine worked extremely effectively, and by
nine o’clock on the day of publication we had what we believe
is the correct answer with the kind assistance of Dr. Richard
Kenderdine and Mr Kim Dunstan.
According to HMAS Vengeance’s Report of Proceedings, the
two Sycamores were hers, working in Tasmania for the Electric Hydro Commission in 1955. The helicopters were assisting with construction as can be seen from the second photo in
the next column (photo courtesy of Stan Tilley). Stan was
working for Tas Hydro as a Hydrologist measuring water flows,
and remarked this was the first time he’d ever seen a helicopter up close. As a pilot himself he has since written a book
about his 50 years of flying entitled “Do Not Land When Swans
Are Walking” Sounds like good advice!
Our thanks to all those who helped solve the mystery of the
original photo.

January’s Mystery Photo showed a group of biplanes on the
foredeck of a ship and asked the name of the ship, what type
of aircraft they were, and what was the significant of the picture.
The image was taken on 19 July 1918 – just over 100 years
ago – and shows a number of Sopwith Camel 2F.1a aircraft
parked on the deck of HMS Furious. They were about to engage on a raid on Tondern.
HMS Furious was originally a Courageous class battle cruiser
built for the RN during the first world war. It was lightly armoured and designed with only two heavy guns (18 inch) one
each fore and aft. During construction the ship was modified
by removing the forward 18-inch turret and replacing it with a
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flight deck on the fo’castle. Later in the war the aft turret was
also replaced by a flight deck, with the two separated by the
ship’s superstructure. After WW1 the entire superstructure
was removed to give her a full-length deck.
It was originally planned to use Sopwith 1½ strutters in the
attack, but these were too valuable for reconnaissance tasks
and Sopwith Camels were substituted. After a delay due to
weather, seven aircraft were launched just after 0300 on the
morning of 19 July, some distance from the Danish
coast. One aircraft was forced to turn around with engine trouble and subsequently ditched, being run over by HMS Viceroy
before the pilot was rescued. The remaining six pressed on
and reached the enemy base at about 0435, taking it completely by surprise.
Captain Dickson, in the first aircraft, dropped the first of his
two 50lb bombs from 700 feet, missing the target. All three
aircraft of the first flight then pressed home their attack with at
least some bombs striking the target(s) (there were three
hangars, each capable of housing at least one Zeppelin). Having exhausted their bombs all three aircraft departed
for their ship – Dickson’s report noting that he located the first
destroyer at 0545 and, after circling it, landed on the water and
was rescued by HMS Violent. Captain Jackson fared less
well, with his engine giving trouble on the way home. At 0535
it stopped completely but from 10,000 feet he was able to find
a bit of coastline and crashed into a fence hear Guldager. He
burned the wreckage, documentation and maps before being
captured.
Lieut Williams, the third pilot of the flight, also crashed (near
Esbjerg) but was unable to destroy his aircraft before the arrival of the local police. Both pilots were interred but Jackson
eventually escaped and got back home.

The aftermath of the raid with smoke billowing out of one of the
three hangars. Photo: via William Casey.

The remaining three aircraft found the target at 0445 and
pressed home their attack on the two hangars not yet burning.
After departing, one ditched near the fleet, one crashed near
Esbjerg (where he joined Jackson and Williams) and the third,
Lieut. Yeulett, was never seen again.
During the attack two German airships and one captive balloon were destroyed.
Although the Germans repaired the hangars quickly Tondern
was abandoned as an active base and kept for emergency
landings only. Defences at other bases were improved, but

the British did not conduct any other carrier strikes for the remainder of the war (although others were planned).
You can read the story in far greater detail in an excellent online article by Willian Casey here. ñ

FAAM Manager Retires

Mr. Terry Hetherington has retired as Manager of the FAAM.
Terry joined the Public Service in August of 2006. Under new
arrangements the Museum was formally handed over to the
RAN on 01 Sept of that year, having formerly operated as
“Australia’s Museum of Flight” under the ownership of the Australian Naval Aviation Museum Foundation.
Terry’s predecessor was RADM Neil Ralph AO DSC RAN
(Ret’d) who had also been the Director of AMF in an unpaid
capacity for several years leading up to 2006.
Terry formally retired from COB on Thursday 17 January – a
tad over 53 years after signing on as an Aircraft Artificer Apprentice back in 1966. He’s looking forward to more time to
visit his children in Canberra, Adelaide and Sydney, particularly as a new grandchild (his fifth) is due in April. He will remain engaged with the FAAM on a voluntary basis, as well as
helping HARS, and being on the Executive of the FAAA NSW
Division.
Without Terry’s support the historical articles published on our
website and in the pages of this newsletter would have been
thinner, and lacking in the rich detail that he and his archive
section provided from the Museum. Nothing was ever too
much trouble, and he will be sorely missed. We wish him the
very best in his retirement.
We understand there are ten applicants for his position, but
interviews are unlikely before early to mid February – so news
of who the next Manager will be is not expected before the end
of March (ish). We’ll keep you informed. ñ
† REST IN PEACE †
Since the last edition of ‘FlyBy’ we have become aware of
the loss of Jack Leisk, Diana Whitton, Arthur “Nat” Gould
Royce Kimlin and Ken Barnett. You can read a little more
of these sad events on our Obituary pages here. ñ
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If Only…

A young man’s dream to be an artist
had been accepted, rather than rejected. He painted these pictures.
He wanted to attend the Viennese
academy of Fine Arts, and had he
succeeded, world history may have
been much different. His name was
Adolf Hitler.
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Readers of our website and previous editions of

‘FlyBy’ will know that, after many years in limbo,
the future of the Navy Historic Flight was given
some certainty at the end of 2018 when the Historic Aircraft Restoration Society (HARS) won the
Tender to acquire its assets.
Since then, much has happened in terms of securing some
elements of the Flight and developing a plan for its future. Our
understanding of the current situation (as of 20 January 2019)
is as follows:
• HARS is indeed the successful tenderer for the ex-RAN
FAA Historic Flight airframes and spares. Henceforth these
assets will be known as the HARS Navy Heritage Flight.
• Shortly after securing the tender, ADF disposals advised
the assets would be disposed of in two Tranches as follows:
o Tranch 1- the non-radiation affected airframes and
spares - mainly the two Trackers and selected Iroquois
spares, and
o Tranch 2 - the potentially radiation-affected assets,
which required clearance/exemption before they could
be released.
• In December 2018 HARS signed contracts and paid the
administration fee for Tranch 1 airframes and selected
spares. The two Trackers and pallets of Tracker spares
together with the available Tranch 1 Huey spares were
subsequently cleared from B hangar and, with the assistance of Air Affairs (a major HARS sponsor), were located
on the western side of the airfield.
• HARS has recently been advised that Tranch 2 assets
have now been declared as exempt from the requirement
to be registered and cleared by ARPANSA (The Australian
Radiation and Nuclear Safety Authority).
• The HARS President (Mr. Bob de la Hunty) is now commencing the admin and fee payments for Tranch 2. The

target date for finalisation and removal of all assets from
Albatross’s operational base is 18 February 2019.
• In the meantime, the paperwork required to transfer legal
ownership of the CASA registered airframes has commenced.
• HARS has also accepted a quote from QBE Aviation insurance to cover both public liability and airframe damage/
loss for the HARS Navy Heritage Flight, in its entirety.
The HARS Committee has, we understand, approved keeping
the Navy Heritage Flight intact in the longer term, with a clear
intent to locate relevant airframes to a future site adjacent to
the FAA Museum complex (subject to approval). Having said
that, the short time available before the remainder of the
HARS Navy Heritage Flight must be moved out of the ADF
Operational area may require some temporary accommodation arrangements.
As far as we can tell, the planned disposition of assets in the
first half of 2019, once transportation etc. can be secured, will
be along the following lines:

Hawker Sea Fury FB II – WG630
Initially for Prominent Static Display at HARS Albion Park (as
there is already a display Sea Fury in the FAAM). The aircraft
will be surveyed for a more complete restoration.
Bell Iroquois UH-1B – N9-3104
Hangared at HARS Sponsor Air Affairs Complex
The aircraft will be surveyed for a more complete restoration
and flight status.
Bell Iroquois UH-1B – N9-3101
Hangared at HARS Sponsor Air Affairs Complex.
This aircraft will be used to support N9-3104
Spares – Bell Iroquois UH-1B 88 Pallet Lot
Used for lots 02 and 03 to bring these two aircraft to their
maximum potential. Spares will be stored at HARS Major
sponsor Air Affairs.
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De Havilland Sea Venom – WZ895 (Incl 2 X 20′ Container)
For Static Display at HARS Albion Park complex initially.
The aircraft will be surveyed for a more complete restoration.

Around the Traps

Douglas Dakota C-47B – N2-90
For Static Display at HARS NHF site adjacent to FAA Museum, subject to successful application to RAN and EIG for
confirmation of HARS lease on the (already identified) block
of land. May be located short term at Air Affairs, Nowra.
Grumman Tracker S-2G – N12-152333
Flight Line at HARS Sponsor Air Affairs.The aircraft will be
surveyed for a more complete restoration back to flying status.
Grumman Tracker S-2G – N12-153600
Stored at HARS Sponsor Air Affairs, and also to use for parts
and training support for the other Tracker.
Spares Grumman Tracker 37 Pallet Lot
Used for lots 07 and 08 to bring these two aircraft to their
maximum potential. Spares will be stored at HARS Major
sponsor Air Affairs.
Westland Wessex 31B – N7-203
For Prominent Static Display – Hangared at HARS Complex
Albion Park. This aircraft will complement the significant military collection at HARS.
Note regarding Wessex: inherent engine unreliability coupled
with high restoration costs and excessive maintenance intensity
are likely to preclude a further consideration by HARS of future
Wessex operations.

Airbus continues to flight test the ‘Beluga XL’, its new product.
The new aircraft, which is scheduled to enter service in mid
2019 is designed to carry oversize components. Airbus currently has five original Beluga models to service its own needs
(shuttling sections of aircraft from one production facility to another), but they could not cope with production growth. Airbus
evaluated a number of options such as the Antonov An-124
and An-225, the C17 Starlifter and A400M before deciding to
modify one of its own designs. The program was launched in
November 2014 to build five aircraft, using the A330 airliner
as the foundation of the design.

Westland Wessex 31B – N7-222
For Prominent Static Display – At HARS Complex Parkes
NSW. This Aircraft will complement the significant military
collection at HARS – Parkes.
Spares Westland Wessex 34 Pallet Lot
Depending on requirements HARS will store these parts in
one or two locations – At Albion Park Rail or Parkes.
Spares Westland Wessex 20′ Container – uncatalogued
Depending on requirements and content HARS will store
these parts in one or two locations – At Albion Park Rail or
Parkes.
We have been asked what happened to the Firefly that the
RAN Historic Flight used to own, as it doesn’t appear in the list
above. The answer can be seen our website under the ‘Fireflies: Where are they now?’ page here. In a nutshell Firefly
WD826 was indeed on the Flight a few years ago and was
refurbished to flying condition, but when the HF was brought
to a standstill (pending a decision on its future) the aircraft was
transferred to the Fleet Air Arm Museum where it remains on
permanent display. WJ109, which had been on the Museum’s
floor up to then, was in turn transferred to the Australian War
Memorial as a permanent display item there.
We are always interested in the whereabouts of previous RAN
airframes – whether on the old Historic Flight or not – and
would welcome any photographs, news on their whereabouts
and/or updates on their status at any time. ñ

The Beluga XLs’ lower fuselages are assembled on the A330
line before being moved to another facility for addition of the
upper fuselage and lowered nose assembly.
The XL has 30% greater capacity than the original Beluga and
can carry two A350 XWB wings instead of one. The hold is
unpressurised, making it unsuitable for anything but specified
freight. Internet rumours that the Beluga XL can carry up to
680 passengers are entirely misleading.
You can watch an interesting 4 minute video of a Beluga XL
in the making here. ñ

Nowra Aerodrome Construction 1945
Nigel Brookes recently posted a 1945 YouTube video from
the Department of Main Roads detailing the construction/upgrade of the airfield at Nowra. History buffs might find it interesting – you can see it here. ñ
“Around the Traps” continued page 16
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Hoaxes, Phishing &
Scams – The Dangers
of Using The Internet
Last year we ran a short article on hoax emails with a couple
of tips to help spot them, but even in the relatively short time
since that went to print, we have noticed increasing sophistication in ways people are trying to get your money.
Whilst every FlyBy reader is computer literate and doubtless
is on their guard, a timely reminder of what if out there is always worth a quick read – as are the recommendations to
avoid being caught out.
Hoax Websites are those that look like the real thing but are
fake, attempting to lure you into making purchases/payments
which are not from the genuine retailer.
Phishing refers to fake emails that look as if they originate
from a genuine or respected source, but do not. For example,
it might be an email that purports to be from your bank or Telco
advising your account has been blocked and you should click
on a link to log in and unlock it. The link is actually to a site
that steals your Username and Password (if you have input
them), so the bad guys can use them on your real accounts
later.
Scams are simply that: crooks trying to trick you in to giving
them money. These vary from relatively rudimentary approaches from alleged Nigerian beneficiaries (if only you send
them some money first), to quite sophisticated schemes suggesting they are charities, or offering amazing deals.
Quite often these categories work together – for example, a
Phishing email might have a link to a Hoax website.
Here are some tips to deal with each of these:
Hoax Websites
• When logging into banking, shopping or email sites, always
look for ‘https’ at the beginning of the internet address
(URL). The ‘s’ stands for ‘secure’. The FAAAA website is
https.

• Look for wrong, out of date or out of place logos.
• Look for upsetting or urgent statements….like ‘unless you
click on the link below your account will be locked.’
• Look for bad spelling or grammar.
• Be wary of requests for financial or personal information.
Scams
• May be offers to pay more than usual for an item.
• May be requests to use a buyer’s shipping company.
• Amazing, too good to be true offers.
• The promise of money in return for a favour.
• A promise to donate to charity if you contact them.
• Notifications of lottery wins, or beneficiaries under a Will.
• Unsolicited job offers.
As in most things, common sense is the key. Never give your
password or personal details out unless you are completely
sure who is asking, and never pay for something unless you
know who you are paying, and exactly what for. ñ

Missing RAN HFV People
There are still nine ex-RAN Helicopter Flight Vietnam people
we don’t have any contact with, so if you know of them, or
somebody who might, please contact the Editor here. Even if
they don’t want to be found still let us know and we will remove
them from the ‘missing’ list and respect their wishes.
The names are:

• Check for the padlock symbol in your Browser’s address
bar.
• Make sure the URL is genuine. Crooks often create fake
websites with URLs similar to the genuine one.
• Enter URLs directly into your browser’s address bar.
NEVER rely on links in emails (unless you are sure of their
source) as they could be fake.
Phishing Emails:
• Look for generic greetings like “Dear User” or “Dear Client”.
• Hover over links or tap and hold it on a mobile device to
see its destination.

Last Name

First Name

Flight

Hawkins

Raymond Basil

2

Homer

Raymond Harold

1

Jones

Raymond Marshall

1

Malcolm

Peter Robert

4

Mills

Francis John

3

Montgomery

James Henry

3

Morris

Garrie David

3

Terrell

Graham Victor

3

Varley

David Nelson

1

ñ
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Around the Traps (continued from page 14)

Error in DVA Article

Korea Exhibition

In your January FLYBY there is an omission re the entitlement of a widow/er for the gold card.

One of the curators at the Shrine of Remembrance has contacted us. The Shrine is to open an exhibition about the Korean War, commencing late February/early March 2019 for a
year.
The Shrine would like to ensure that veterans are aware that
it is recognizing that ‘forgotten’ war and, in particular, their service in it, and hopes that the presence of veterans at the exhibition launch will attract media attention and bring wider attention to both the exhibition and the topic. If you are a Korean
Veteran and wish to have an invitation to the opening ceremony, please contact us asap so your name can go on the
list.
The Shrine, which is at the corner of Birdwood Avenue and St
Kilda Road in Melbourne (1.5km from Flinders Street Railway
Station) is open daily from 1000-1630, but check their website
here to make sure the Exhibition has started.

A widow is entitled to automatically get a gold card if partner had TPI, EDA and ALSO the intermediate rate pension.
The latter is below TPI BUT above EDA re financial benefits.
The following site explains.
https://www.dva.gov.au/about-dva/publications/vetaffairs/vol-32-no-1-autumn-2016/debunking-myths-widowedpartners
As I am on the intermediate rate my spouse is automatically entitled.
Cheers Ray Godfrey

John Downton Art Exhibition in March

Navy Wings Magazine Available

‘Changeover station…’ by John Downton.

John Downton OAM is a renowned artist who over many
years has shown great generosity to the FAAA by donating
paintings for NSW Division raffles and selling tickets for them
at a prodigious rate.
He is holding an exhibition in Melbourne towards the end of
March and we would very much like to support him in turn. If
you are able to attend, or perhaps pass the word around, that
would be great!
Details are:
“Spirit of Place – Searching for the Story’ Exhibition.
23 March – 31 March 2019
Malvern Artists Society Galleries
1297 High Street, MALVERN VIC
Navy Wings is a charitable organisation that seeks to restore,
maintain and fly historic aircraft. Its collection has grown from
two to eighteen in just over two years. On 01 April it will take
possession of the RN Historic Flight, continuing a tradition that
spans some 50 years.
You can read all about this, and other articles of interest, by
clicking on the image above. For a small fee you can also
become a supporter of Navy Wings (a Brit organisation) to
help preserve the heritage of their aircraft. See here for details. ñ

Details will be placed on our website closer to the date.

New Mystery Photo
Who would have thought, when I started the ‘Mystery Photo’
feature on our website, that it would run to 50 images? Well,
it has, and February’s image does indeed crack the half century, or, to use Cockney Slang, a ‘Bullseye’ (no I don’t know
either!).
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nor against carriers which would
have been copy-cat Labour policy.
So they went to the 1982 elections
without a strong defence policy.

Mystery Photo 50

The Labour side of things had their
Shadow Defence and Foreign Ministers trying to get some pre-election
talks going with Navy to develop at
least a broad Defence Strategy.
They had spoken to RAAF (more
likely RAAF had been speaking to
the Labour people for a long time!)
and Army, BUT Navy (i.e. CN and
DCN) wouldn’t speak to the Opposition as some matter of principle. I
think it was personal antipathy between our chiefs and the Labour
people.

This month’s image features a rather resplendent gentleman
in top hat and tails going up in the world on one of Melbourne’s
lifts. We wondered if you could tell us:

So, after the weekend of Labour celebrating its election victory, come
Monday and CN and DCN are called
to the new PM’s office (Bob Hawke),
where they wait all day, watching the
coming and going of many people,
and very near the end of the day,
they are finally called in to Hawke’s office where in basically
one sentence he says, ‘The carrier Melbourne is to go ASAP,
good day!’

•

who the resplendent gentleman is.

•

where the photograph was taken, and

I’ve always thought this was a matter of personal pay-back,
nothing to do with strategic defence objectives. But as I say,
I’ve never been able to verifiably accurate confirmation.

•

The date it was taken, and the occasion.

Cheers, Name withheld by request. ñ

You can see a bigger copy of the image here, which also has
the link for you to submit your answer.

Letters To The Editor
The Failure of the HMS Invincible Sale

Looking for 817 Squadron Members
Dear Editor,
I’m looking for members of 817 Squadron from the 60’s to 75
Vietnam Vets. Any help would be greatly appreciated.

Thank you for your article on the FAAAA website regarding
the ‘Mystery Man’ visit, and in particular, the aborted intent to
purchase HMS Invincible as Melbourne’s replacement. A story
I have heard and believe to be generally correct is this, although I could of course be wrong:

Bruce Dalton

Liberal PM Fraser offered Invincible back to the Brits with a
view to get her after the Falklands was over BUT, also with a
political eye to the way the Australian electorate was moving basically against the projection of forward defence (i.e. no carriers, stay at home and let the RAAF do whatever may be
needed from home bases). Even within Navy there was a very
strong no-carrier cadre, even though there had been Defence
acceptance for a Melbourne replacement.

John Van Gelder’s excellent article certainly hit the nail on the
head when he made the comment, “That to fly the DC-3 was
more than just another aircraft, but a way of life.”

On the political landscape, there was a very strong Labour
Party platform issue running up to the 1982 elections that
there should be no carrier (Labour had openly stated no forward defence). The Liberals hadn’t been able to counter this
philosophy with a policy of their own, neither being openly for
carriers because of the cost in a hard economic environment,

By Ed. You can contact Bruce directly here. ñ

The Dakota - A Way of Life

Having logged just over 2500 command hours on this grand
old lady I must whole heartily agree with him.
I flew many different types during my aviation career, but just
two stand out as having left a lasting impression on me as an
aviator, the first being the Dakota and the second the Boeing
747. Both of which had a major impact on the airline industry.
The DC-3 was the first real airliner to make this mode of travel
a viable operation (followed by the 747 which opened what
was originally a luxury means of travel to the general public).
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I had the good fortune to pilot this aircraft in both extremes of
flight conditions, off the high and hot jungle airstrips of Papua

•
•
•
•
•
•
•

Date of Retirement
Effective Years of Service
Initial Retirement Pay Entitlement
Total Amount Commuted
Initial Gross Reduced Rate of Retirement Pay
Current Gross Rate of Retirement Pay
Date of Effect of Current Rate of Retirement Pay

Don’t forget to quote your DFRDB account number, which will
be; (Navy/Army/RAAF) + Service Number + DF, for example; N1234567DF.
Send the email even if you already had your commutation details. The CSC Administrator, General Counsel has made a
point of obstructing my efforts to get some broad DFRDB population statistics, so I would like him to feel the effect.
Ted at the controls of a DC-3 somewhere in Canada
circa 1972.
New Guinea and on skis on the cold and frozen airfields
of Northern Canada, Alaska and the Arctic Circle.
Both were challenging, but the old DC-3 handled it well, although sometimes it did need some coaxing, particularly when
the OAT was well sub-zero.
Passengers, general cargo, drums of fuel, machinery, and
live-stock and on more than one occasion, drugged polar
bears made up the cargo manifest. The “Old Girl” took it all in
her stride.
As a certified instructor and type rating examiner I had the
pleasure of passing on this experience to many fellow aviators
and have yet to meet anyone who did not enjoy the time that
they spent on this venerable aircraft.
It was an aircraft that was both easy and a pleasure to fly by
those who could demonstrate good stick and rudder skills and
with its ample rudder, would, with the right technique, handle
gusty cross-wind conditions well above the certified limit. But
it did have the habit of providing a rude wake-up call to the
complacent pilot.
You could always identity a DC-3 pilot by the lack of creases
in his trousers, due to a persistent drip from the windscreen
onto his lower regions when flying through rain.
Memories are made of good experiences like this…
Regards, Anson E (Ted) Goater. ñ

Can You Help with DFRDB Statistics?
Dear Editor,
I’ve completed a preliminary check of the DFRDB Commutation Case Studies submitted on our website here.
I hoped for 2,500 case studies, which represents approximately 5.00% for the surviving DFRDB population who commuted. But, as at 1 January 2019, I have only 300, which is
0.60%. Of those, 112 are of no value, which leaves less than
0.38%.
If you have not already requested your details from CSC then
please send the following email to FOI@csc.gov.au:
Please provide the following details:

If you have already started/completed a Case Study then
please return to our https://www.adfra.org/ web site, log in and
complete/check your details on the Case Update page.
We now have a case we can prosecute. A lot of effort has
gone into compiling that case. I’m asking you to make just a
small effort.
Kind regards, Herb Ellerbock
By Ed. This is an important initiative so if you are on a DFRDB
pension and have not helped ADFRA (Australian Defence
Force Retirees Association) out, perhaps you could do so. You
can see an update brief here, and/or can contact Herb here
for more information. ñ

Memories of a Walrus Aviator
Dear Editor,
I am sorry to not to have been in touch before, time has rather
slipped away.
Dad is very keen to share his log and his stories with you and
we have managed to find a few photos. Many of the pictures
are tiny and have not stood the test of time well. However we
are scanning them and sending them to you on a CD. It’s quite
difficult to discern them and Dad’s sight is so poor now. I hope
I have been accurate.
At the beginning of the war my father, Alan McFarland, was
at teacher training college in Chester. He and his friend Brian
Pardoe went to sign up for the Fleet Air Arm on the same day.
They were in different queues. Brian said he was a student
and was enlisted immediately. Dad said his occupation was
student teacher, which was then a reserved occupation and
went back home to teach at the local secondary school. He
got a bit fed up with the boys teasing him as they thought he
was a coward, so Dad wrote to the Admiralty and he was
called up within a fortnight.
Dad was put on the Queen Mary and sailed out to New York
and then went on some sort of banana boat to Trinidad. His
training log starts there and it is where he was awarded his
observer’s flying badge.
He then returned to Arbroath but was not in Sea Otters there
but in Avengers. He was flying with an inexperienced pilot who
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had a couple of bumpy landings and in one approach he misjudged the distances completely. The airstrip ended on a cliff
top. They were digging a ditch to put additional lights in it fortunately the wheels caught in the ditch and instead of going
off the cliff edge the plane spun round.
The pilot was send back for retraining and Dad was sent home
on extended leave.
He was then sent off to Greece where he was teamed up with
Warrant officer Cox RN. He was a highly-experienced pilot
but as Dad was a sub-lieutenant they had a joke that dad was
Captain of the plane!
He spent much time mine spotting. There are delightful references to Turtles being troublesome as they highly resembled
the mines they were searching for.

Many thanks for your help. If the museum doesn’t want to receive the logbook please send it back to us and we will explore
other avenues.
Best wishes, Pam Cosh. ñ

Some FAA Recollections…
Memories! I was the second last Snr AEO for 817 Wessex
Squadron. Made history in being, I think, the only AEO to take
eight Wessex to sea for two years and bring them all back. It
was a ‘given’ that on each trip at least one Wessex would ditch
(usually recovered due to the flotation bags). However, I’ve
always been ready to say that my good fortune (and eventual
half stripe) was in no small part due to an outstanding bunch
of NCOs. If the Director of Naval Postings had given me carte
blanche to select my NCOs the ones I got were the ones I’d
have picked; from the Chief Tiffy down to the line PO they were
not only dedicated but technically outstanding (you had to be
to keep the Wessex flying!).
33 was our favourite ‘cab’ – it just seemed to keep on going
and I flew in it several times (even got some stick time in). It
was one of the post service survivors and hangs from the ceiling of the Maritime Museum at Darling Harbour. During a visit
my grandson was highly impressed when he learned that I had
flown in it and that I had technically owned it (it was on my
‘slop chit’ as the nominal custodian). However, compared to
the new ‘Romeos’ it was the equivalent of a T-model Ford. I’ve
sat in the right hand seat in one of the new birds and apart
from two pedals and two sticks I recognised almost nothing.

Alan McFarland at the controls of a Sea Otter V.
Dad got into one or two scrapes. One day the CO chose him
to be his Observer on a trip to take his pal, a Royal Marine
Officer to his base in SE Greece. On the way the engine failed,
and Dad radioed about it to base, but the cylinder had blown
off by about 3 cms and the tail end was drenched with oil. Another Sea Otter was sent out for the pilot and his pal and a
motor launch was sent out to tow the plane in. The departing
Sea Otter left a dinghy which Dad swam out to get and the
RAF dropped a food ration pack off to him. When the Greek
motor boat arrived it was late, so the spent the night on a small
island and towed the boat back to port. On arrival, Dad
climbed the foot holds, unzipped and found the steel ring so
the crane could lift the Sea Otter out of the water.
Dad also did a mission out to Yannina to deliver ballot papers
and went to rescue another Sea Otter which had landed in a
vineyard!
The photos and Log book are on their way to you. Please do
be in touch if you need more details.

I was guest of honour at AMAFTU back in 2014 since I was
the founding officer of what was then RANAMDU in 1964. I
was a SBLT then and had forgotten all about until I received a
surprise invitation for the 50th anniversary. In ’64 there were
two CPOs, a WRAN writer and me (I used to claim that I was
the only SBLT in the RAN with a private secretary). When I
visited in 2014 I was stunned at the size of the unit and the
scope of its work. One of the Chiefs in my day was George
Meacham whose obituary appeared recently and I was saddened to read of his passing; he was a highly effective fellow
with enormous and skilled experience
An article on the 50th anniversary appeared in the South
Coast Register of Monday 15th September 1964. CMDR
Mike Waddell was the OiC at the time and recently I was at a
lunch with CAPT David Frost, the recent OiC. We noted with
some amusement that he would not have been born when we
founded what is now AMAFTU, which is an indication of how
well he has done in the Navy and how old I am. I believe that
AMAFTU has now been granted squadron standing and the
head is now the C.O. I find that amazing and after all those
years very rewarding personally. I was invited to speak the
50th dinner and I remarked that all the young officers, NCOs,
and sailors should never think that what they’re doing mightn’t
be very important because a job well done may turn-out to be
the foundation of something worthwhile and important.
Nowra today is a whole new world compared to the collection
of ex-WW2 tin sheds when I first went there in 1952. A few of
the old buildings remain (as old stores dumps I suspect) and
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the place is probably now the biggest, certainly one of the biggest, Defence establishments in Oz. To enable expansion all
the farms around the perimeter were requisitioned (although I
understand that also had a security aspect as the Americans
required a minimum security clearance band around the new
Romeos). The Navy is now the Defence helicopter authority
and responsible for overseeing the Army birds to some extent
(in fact, the general-purpose birds can be interchangeable). All aircrew training and certification for both services is
at Nowra and there are lots of khaki uniforms about. Both services supply staff and the Romeo area is a completely separate establishment with its own mess halls and general facilities. Unauthorised entry probably means being shot on sight
.... And- oh yes – the paratroop training is there too.
I think my naval career was in the best years and I wouldn’t
want to be there now; wardroom life as we knew it has long
gone. But I nevertheless accept that the modern Navy appears to be right on-the-ball and technically I’d be willing to put
money on it being one of the most technically advanced and
efficient in the world. They certainly seem to get the job at sea
done.

2019 Membership
Subscriptions are
now overdue, if you
haven’t paid yet.
As this is our
primary source of
income please help
us by prompt
action, using the
details on the next
page.

In closing - great work on ‘FlyBy’. Having been involved with
magazine publishing I know how big a job it is and I’m
astounded at the amount of material you somehow manage to
get into print My only complaint is that there is so much gripping reading that I have difficulty finding the time to get to it,
but that’s a good criticism! Such history is easily forgotten –
even by some of us who were part of it and it’s important for a
modern generation to know what an inheritance they have. Do
you get to spend any time with your wife and family!?
Cheers, Ron Robb. ñ
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Subscription payment details for
members:
NSW:
Renewal $35.00 pa. (Note the bank account is different to last
year. It is now with Greater Bank)
Account Name: FAAAA
BSB: 637 000
Account: 7168 19 388
Reference: Membership Number or your surname+initial
Cheques: The Treasurer FAAAA NSW Division, PO Box 28,
NOWRA 2541.
ACT:
New Subscription Rates: $30.00 for those who have hardcopy
Slipstream. $20.00 for softcopy recipients.
(Joining fee for eligible new members has been reduced from
$15.00 to $10.00)
Account Name: FAAAA
BSB: 032 719
Account: 374 093.
Reference: Membership Number or your surname+initial
Cheques: The President FAAAA Act Division, 41 Noarlunga
Crescent, BONYTHON 2905.
VIC:
Renewal $45.00 pa.
Account Name: Fleet Air Arm Association of Australia Inc
BSB: 083 961
Account: 3108 23774.
Reference: Membership Number or your surname+initial
Cheques: The Treasurer FAAAA VIC Division, PO Box 2179
RMH Post Office, PARKVILLE 3050.
TAS:
Renewal $30.00 pa.
Account Name: FAAAA
BSB: 037 013
Account: 13 3119.
Reference: Membership Number or your surname+initial
Cheques: The Treasurer FAAAA TAS Division, 7 Danbury
Drive, LEGANA 7277.
SA:
Renewal $45.00 pa.
Banking Details: BSB: 065 118 Account: 009 05 668. Reference: Membership Number or your surname+initial
Cheques: The Treasurer FAAAA SA Division, 460/1075 Grand
Junction, HOPE VALLEY 5090.
QLD:
Renewal $30.00 pa.
Account Name: FAA QLD Div.
BSB: 034 611
Account: 171 277.
Reference: Membership Number or your surname+initial
Cheques: The Treasurer FAAA QLD Divn, 37 Miles Street,
CABOOLTURE 4510. Ensure you put your name on the back!

Contact Your Secretary
You can make a payment as per
the instructions on the left, but if
you need to contact your Secretary
you can do so using the links below.
NSW – Terry Hetherington
ACT – George Sydney
VIC – Mal Smith
SA – Jan Akeroyd
TAS – Graham Nicholas
WA – Keith Taylor
QLD – John Stewart

WA:
WA Division has declined to publish its payment details. If you
have any queries please contact the Secretary (see box to the
right).
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Dreamliner
construction:
https://www.youtube.com/watch?v=SJZk9vNS8
NE&feature=youtu.be
https://www.faaaa.asn.au/wall-of-service-general-information/
DFRDB stats: https://www.adfra.org/
https://www.adfra.org/docPDF/DFRDB_UPDATE_122018_1.pdf

admin@adfra.org

https://www.faaaa.asn.au/obituaries-date/
mailto:webmaster@theFAAAA.com
bruce Dalton email:
home.com.au

mailto:cn@wynwoodnursing-

https://www.navywings.org.uk/wp-content/uploads/2018/11/Flight-Deck-Dec-2018-sm.pdf
https://www.navywings.org.uk/support-us/join-usyearly/
https://www.faaaa.asn.au/obituaries/ferguson-jamesleut-p/
Airbus
Beluga
XL
https://www.youtube.com/watch?v=DfOFq3fCVdw&li
st=PLjl-u2y72YNxlfc6z8_vx8vD4ibIJVmeJ
Nowra
airfield
construction:
https://www.youtube.com/watch?v=sY71Z7FpGR8
Boeing Concept airliner: https://simpleflying.com/theboeing-797-the-new-midsize-plane-set-to-change-airtravel/
https://www.faaaa.asn.au/fireflies-where-are-theynow/
https://www.shrine.org.au/home
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