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EDITOR'
CORNER

Thank you, to ali those people who have contributed
to this edition of Slipstream, your help has been very
much appreciated.

| apologise for the delay in producing this edition,
but once again, promised material that has been
allowed for fails to arrive by the deadline. NOT, | might
add, material from the Division Scribes who have
really excelled themselves.

Then there is the problem of cramming everything
into the computer, a machine that is always in a state
of combat readiness as far as I'm concerned. There is
just no sneaking up on it and cutting a few corners. |
| tend to concur with a quote | came across recently-

which read: ‘To err-is human, but to really foul things
up you need a computer.” ' '

As you read further on in this edition, you will read |-

about the name change- to the Museum. ‘No doubt,
some of you will get a little steamed up about the
change, but | feel that it is for the best. | have spoken
to the people responsible, and have found their
reasoning to be very sound. The thing to bear in mind,
is that whatever it is called, it is still OUR Museum.

Be kind to each other.
John Amold

(Continued from page 2)

or in small numbers, they provide a very adequate and
highly responsive operational capacity within the
ADF’s order.

| am aware that Naval Aviation has its problems.
Probably the most significant of these is the
approximately twenty-five percent shortfall of aircrew
and a higher than desirable turnover of senior
maintenance sailors. | know Chief of Navy is grappling
with these problems.

In summary, the Naval Aviation Force has in my
view, never had a brighter future as it introduces to
service aircraft of absolutely unsurpassed capability
and capacity. In closing, | would like to emphasise that
I consider the support of the Naval Aviation Force by
the Fleet Air Arm Association is a very positive
influence upon this vital arm of the ADF. Please
continue that support.

R

NATIONAL PRESIDENT’S
REPORT

Greetings to all members and readers.
I hope you enjoy this edition of
Slipstream and 1 hope also that you
have decided to make a contribution to
this or a future edition.

Activity in the National HQ has been fairly quiet
during the last few months but we now have to look
toward the organisation for the next reunion to occur in
October of 2001. You will recall that at the last AGM, a
decision was made that reunions should be held at
Nowra every three years and that the National
Executive should co-ordinate them. It’s time to start
that task and to attract your interest to attend.

By 2001 there will have been quite extensive
changes made to NAS Nowra. I have mentioned before
the building activity currently going on there, namely a
new control tower, ‘H - Hangar replacement, new

_training complex and other less obvious works. The new

training complex is indeed very large and at last there

|. will be an up to date facility for this important activity.
The new hangar complex is also much bigger than the
| old ‘H' hangar and means that aircraft maintenance -

and sguadron. work can be conducted. in excellent

| facilities. There is a Stage 2 construction plan, yet to be

approved by the Govt.,, which will provide a new
taxiway layout and other facilities update.

Work has also begun on the new curatorial,
theatrette, administration and additional display space
facilities at the Museum, to be built onto the southern
wall. Added to this are plans for a much improved
arrangement of the display of aircraft and associated
themes with special effects lighting within the hangar.
The construction work should be complete by the end of
August this year and the in-hangar component, which
will also feature a mezzanine level walkway to enable
visitor access to aircraft suspended from the rafters,
should be finished within six months of that.

There is to be a change in the future direction of
development of the Museum and an accompanying
name change. It is important that members and all
present and former FAA personnel know what is
planned and why, so I will provide a description here
and the Museum Director, Mark Clayton, will also
include information about these significant changes in
his column.

Over the last eight years of its operation, the
Museum has attracted a lot of visitors and conducted
other fund-earning activity, but this has not generated
enough income to meet operating costs. Members'
donations, Council grants plus Navy help in the
provision of utility services such as garbage collection
have helped to keep the Museum going. The Council's
$50,000 a year grant is about to cease, the Navy can no

(Continued on page 4)
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longer support the Museum to the extent it once did
because of the new commercial support arrangements
whereby most utility services are contracted, and
donations are reducing. Visitation rates have not
improved over the years. Very fortunately, a most
generous donation from HEH Insurance and more
recently the Federation Fund grant have enabled the
building of the new facilities and display improvements.
Otherwise there would be no development work going on
at all, there has been no earned funds for capital works.
Over the last few years, staff numbers have had to be
reduced and other activities reduced to contain operating
costs.

The Board has had to take action to arrest the
financial decline and has decided that the Museum, in
addition to housing and displaying Navy's aviation
heritage, should expand its collection and display
material to cover aviation generally. The display of such
themes as the history of flight, commercial aviation
development and general aviation will join FAA exhibits
to tell the wider story of aviation. These changes will
bring the Museum into the mainstream of Australian
and overseas museums. They should attract greater
public support and visitation, as well as support and
more involvement from the aviation industry and qualify
more for financial support from government as an
expression of their policies on regional development,
education, and preserving national heritage. The Board
considers that the Museum has the potential to become
the largest and best equipped aviation museum in
Australia.

The new name for the Museum is to be ‘Australia's
Museum of Flight’, a title that reflects history, science
and a comprehensive approach to this exciting form of
endeavour.

Some of us might be disappointed with this outcome,
preferring instead the Museum to remain the Australian
Naval Aviation Museum and to tell the extraordinary
story and quite fascinating development of naval
aviation. The answer to this is that, if it doesn't change,
the Board risks further deterioration in the Museum's
financial situation with more reductions in activity and
staff and less security for its future. If as expected, the
institution can develop atd expand to realise its full
potential through wider appeal, and maintain within it
the naval aviation theme, then the ability to tell and
display the history of naval aviation will be enhanced.
Australia's Museum of Flight is and will be very relevant
to our history, it will continue to be the repository for
naval aviation heritage and this will continue to give it
an interesting, educational and attractive dimension.

I commend the change to you in the interests of
preserving and displaying our heritage and sincerely
hope you will continue to have a very justified sense of
proprietorship in it and give your support to this great
institution. Write to the Editor to tell us what you think
of it.

Neil Ralph

N

FOR YOUR
PN

ENLIGHTENMENT

Editor's feedback from the last
edition of Slipstream...

* The biggest ‘flak raiser’ was generated
by the Sea Fury on the front cover, more
specifically, the propeller it is sporting.

Max Gant and Frank Donnelly were
prepared to bet that the prop had been
assembled by Trevor Bolitho because a
blade was missing. If that wasn’t the case,
then someone must have installed a Firefly
prop by mistake.

Ron Pennington, from Tasmania, was
equally surprised but thankful that he
didn’t have to fly ‘this distorted aircraft’.

[I have been assured that the fifth blade
is there — it’s just a ‘matter of perspective’.
Ed]

* The page 6 letter from Jack Routley
resulted in a get-together with the ‘old and
bold’ during his recent visit to Australia. See
photo elsewhere in this edition.

* The page 6 letter about John Richmond
resulted in several of his shipmates
contacting John and his wife Anna. John
has recently joined the Queensland
Division.

* The letter on page 8 entitled, ‘A Bloody
Good Hand’, generated many phone calls
and offers to assist in providing a headstone
for Graeme “Zac’ Palmer. Enquiries have
been made to try and establish where he
lays in his pauper’s grave. The answer from
the authorities is that they can only release
such information to his next-of-kin, not
knowing who they are, or if they are still
alive, posed an immediate problem.

This problem was soon overridden by the
statement that, ‘if he is in a grave, he might
be buried with several others, and this
immediately prevents a headstone being
erected. On the other hand, if he was
cremated, his ashes could be spread around
the Rose Garden of any cemetery around
Sydney’.

To overcome this apparent stalemate, I
have suggested to ‘Jaffa’ Robinson and
‘Zac’s’ other shipmates, that the erection of a
bronze plaque on the Chapel Memorial Wall
at Albatross may be the answer. This is
currently under review.

(Continued on page 5)
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* The article on page 11 entitled, “The Right
Spirit’, generated many favourable comments.
Petty Officer Paul Pelczar has now left Canungra
and is serving at HMAS Cerberus.

* David Findlay and Gordon Turner made
contact in reference to the photograph on page
12 — ‘816 Squadron presenting a crest to the CO
of HMS Cavalier'.

Both said that the missing names are Peter
Hargreaves and Joe Smith — Gordon wondered
whether the other person could be John
Selsmark.

* A good response from the photograph on
page 12 showing the helo on its side and the
caption, ‘What’s the story?

At the moment, the odds are even between an
anonymous Army pilot and a well known Naval
aviator. The replies are published in this edition.

* The photograph on page 13 showing Ron
Blewett and Edgar Kennedy, the date in question
was 1952,

* The story entitled ‘The Test Flight’ by John
Buchanan, which appeared on page 18, resulted
in a request for permission to include it in an
upcoming book on Gannets by Ben Patynowski.

* The author of ‘Fleet Air Arm Beginnings’,
page 32, wishes to advise that 21%t CAG is an
error and should read 20tk CAG.

* And finally, a phone call from a member of
the ‘punting fraternity’ to advise that a horse
named ‘Slipstream’ had won at the Flemington

Gallops and paid 38 to 1.
=

Visiting the UK...

If anyone is visiting the UK, a J |_

visit to Plymouth is a must for
those with an interest in maritime history.
Located near HMS Dragke, Adrian and
Amanda Budd, a Royal Navy family, have four
self-catering apartments available for the visitor.
Set within a large Victorian house, the spacious,
self-contained luxury apartments are tastefully
decorated and fully equipped to the highest
standards; each benefiting from new furnishings
and modern fitted kitchens and bathrooms.
One particular apartment is decorated with

pictures, photographs, ships’ crests and books |

and videos of the Senior Service.

Many of the people who stay there are from
Australia, Canada and South Africa.

Anyone interested can check out the
accommodation on the ‘net at www.abudd.co.uk
or obtain further information by writing to:
Haddington House Apartments, 22 Pearn
Gardens, Plymouth, PL3 5JG, England.

Telephone 0044 (0) 1752 767730.

Dear Ed

Just because we are at the far end
of the Murray doesn't mean that we
like to air our dirty laundry. The
comments in the last edition of
Slipstream were unfortunate and do not reflect the
views of the SA Division. Regrettably, Roger was
reacting to a public and private letter that was
critical of his efforts and neither the comments in
those letters nor Roger's comment in Slipstream do
either Mary Rayner or Roger Harrison justice. They
are both long serving members who have
contributed significantly to the Fleet Air
Association and both should be remembered for
those contributions.

g

424704

1999 was a busy year for many of us but I was
pleased to see a good level of support to our
activities. ANZAC Day; a visit to the Port Adelaide
Aviation Museum plus a barbecue at Keswick and a
winery tour with 723 Squadron; a trip to Goolwa for
the dedication of the 817 Squadron Memorial; the
Southern Vales winery tour and finally our Xmas
dinner were all good opportunities to get together
and spin dits. I believe SA has set an example to
the other Divisions in our support to visiting .
Squadrons and the local aviation museum and plan
to build on that support this year. I thank all
members of the Committee for their contributions
to these activities.

Peter Coulson — President SA Division

Dear Ed

My wife and I have just completed an eight month
trip ‘around the block’, looking up some old
shipmates along the way.

While we were in the Perth area, we stayed with
a relative, an ‘old salt’ from WWII. He loaned me a
book to read about a unit he served in during the
war, the title is, ‘Sailor and Commando’- a RAN
special beach commando 1942-46. Written by A. E.
(Ted) Jones, and printed by Hesperian Press,
PO Box 317, Victoria Park, WA 6979.

I have read quite a few books about the RAN,
but I didn’t know that this particular unit had ever
existed. At times they were on the beaches before
the American landings. I found it a fascinating book
and thought I would pass the information on to the
FAA membhers who may be interested in reading it.

Barry Simpson - Tasmania

Dear Ed » I

‘Have just received my first copy of Slipstream and
certainly enjoyed it. I was transported back many,
many years.

Congratulations on a good publication.

Fred Wessel

[Thank you, Fred. Good to hear from you. Ed]
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accepted my evidence that it has got worse (now
28.8% loss), but, because three specialists reckon
that it doesn't get worse once removed from the
source of the damage and were not prepared to say
otherwise officially. The Board decided that they
couldn't recommend further compensation, as they
weren't able to relocate me to the 1988 Act to back
up their decision. Had one of the specialists said
‘yes’, they would have been favourable.

I was able to physically demonstrate the noise
with a small electronic gadget that I have had
made, but that wasn't sufficient. One specialist
thought it could get worse but wasn't prepared to be
categorical about it. They don't appear to know a lot
about it and are not prepared to accept the reality
of the tinnitus noise levels.

I am going back to my specialist to have a
detailed discussion about it to see if he might be a
bit more co-operative.

If anyone knows of a specialist, who is prepared
to go to bat, please let me know. My phone numbers
are: (07) 5493-2934 - Mob.0418-720-223 - e-mail:
blister@ats.com.au

Barry Lister

Dear Ed

I recently received a contact from a former
shipmate asking me to chase up present and former
Cooks, both Officers and Ratings, who have served
in the RAN.

I have been able to contact some people through
my attendance at various reunions over the years,
but there must be hundreds more spread around
this wonderful country of ours that might
appreciate knowing about our upcoming ‘oneout’ get
together.

It will be held at the Yarraville Club, Stephen
St., Yarraville, Victoria, on 20t May 2000, from
7:00pm until midnight.

Dinner will be held in the Bistro Dining Room,
the estimated cost being $25 per person, payable at
the door. Drink attendants will serve you at the
table and you pay for the drinks. Dress will be
jackets and ties. Partners are most welcome.

For further information ring Bill Johnstone on
08-83454885 after 7:00pm any night.

Edward (Jack) Diehm

[CPO Cook (S) Diehm, began a professional
boxing career in 1941. He boxed under the
professional title of ‘Jackie Dean’. In 1944 he
defeated the NSW Featherweight Champion,
Danny Simmons in a non-title bout; he was never
knocked down in fifty-one professional bouts. When
eventually posted to Albatross, he took a leading
part in the production of a Boxing Team.

Jack also had a good sense of humour. In 1958,

==

Lt Stan Goodridge RANR (S), was married. Chief
Cook Diehm provided the wedding cake.

It was reported that: ‘At the crucial moment in
proceedings, the combined efforts of the groom and
his blushing bride on the end of the Pussers’ sword,
failed to make any impression on the cake. Indeed,
their combined efforts were so vigorous that fears
were felt for the safety of the sword.’

The cake in question had been manufactured in
a combined effort with the Chief ‘Chippy’ and the
Chief Cook. The report concluded: ‘the ‘real’ cake
was eventually produced, much to the relief of
several ladies present.’ Ed]

Dear Ed

During my draft to the Vengeance in 1953, the
Gunnery Officer, LTCDR Duffy, and the Buffer,
‘Sticks’ Middleton, requested teams from all
departments to be involved in a Rifle Shoot. There
were about thirty teams mustered; from the Naval
Airmen we raised a team of six.

It came ‘down to the wire’ where there was a
team from the Wardroom and our team to contest
the finals.

We beat the Officers, who naturally screamed,
‘Green Rub! - ‘We were seen off!’ etc. But the proof
of the winning team is as shown.

Tons of memories, Ed.
‘Weed’ Smith

[Fred Phelps provided the accompanying
photograph. At the time of writing, Fred is very
sick, we all wish him well. Ed]

Rear L-R: A J ‘Weea omith — parry Kasius Farkes
Front: L-R: Brian Carroll — Bill McFarlane - Fred Phelps — Brian
‘Tex' Millar (deceased)

Arguing with a pilot is like wrestling with -
a pig in mud, after a while you begin to
think that the pig likes it.
General Dynamics bulletin board
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Dear Ed

Ref. your page 12 ‘What’s the Story' January
2000 edition.

Perhaps the sub-title should read...
‘Re-famil - Un-famil’.

Back then (1963), I was attached to 723
Squadron as one of the many A/E ground crew, but
the second string to the bow was as one of the very
early Winch Operators, I followed on behind Gordon
'Pancho' Walter and Len 'Shorty' Ackerley, and I
guess we were the fore-runners of a long and
distinguished list of Winch Operators that followed
on and continue to do so.(Ref. Syd/Hob.yacht race
1998).

Date: July 17 1963

Time: 1100

Aircraft: Sycamore 851

Pilot: Lit.Spratt

Duty: Aircraft Re-familiarisation

The day started out as fairly routine. I was down
to fly with the good Lieutenant as ‘ballast’ in the
left hand seat and was quite looking forward to a
routine check of the Jervis Bay beaches, maybe a
couple of sloping ground landings (didn’t we all love
those!), in fact, a bit of a joy ride before lunch.

Earlier in the day, NAM(AE) ‘Goldie’ Edwards
happened by the Squadron A700 office and voiced a
desire to fulfil a life time ambition and fly ‘Pussers’
Airways’ for the first time! Not a problem. He got
the okay from the Pilot, then made a quick trip to
the Safety Equipment section to be kitted out, and
returned shortly afterwards complete with flying
suit, Bone-dome, Mae West, and a full charge of
adrenalin - or was that apprehension ?

If memory serves me right, (its now 36 years on
since the ‘ Incident’) our Pilot had been to sea with
805 Squadron on fixed wing aircraft for several
cruises and it was quite some time since he had
flown a Sycamore helicopter. So, armed with Pilot's
Notes, (which didn’t instil a lot of confidence in his
front seat passenger, let me tell you!) the Before
Flight Inspection was completed by our intrepid
Pilot. He climbed aboard did all the pre-flight
checks as per the book, checked his passengers were
strapped in, went through the start-up routine, and

shortly thereafter we were at idle speed ready for
take-off.

Now, not being a pilot, but having a few hours
up in Sycamores, I was aware that the damned
things had an inbuilt idiosyncrasy in that on
take-off, the cyclic pitch stick had to be moved back
and to the right slightly to keep the aircraft straight
and level until fully airborne.

To this day, I can’t confirm or deny whether this
procedure was carried out, but as we lifted off and
climbed to all of 10 to 15 feet, we experienced a
sharp dip to port and the rotor blades hit the deck!

_—

This was most irregular, thought I.. and the
following few seconds were absolute noise and
pandemonium. I remember as we hit the deck,
glancing up through the perspex canopy, hearing
the Alvis Leonides 12 cylinder radial grinding on as
the blades were getting shorter and shorter and
thinking... ‘there’s a better than even chance I'll
lose my head in a second'.... it didn’t happen!

After what seemed an age, and was, I guess only
a few seconds, all was quiet with the exception of
the crash alarm winding up to full bore. Lt.Spratt
asked if we were okay as he hung above me in his
harness, and with an affirmative we were on the
move. I stood and threw the pilot’s side door open,
which now was uppermost, and I seem to recall
walking all over the good Lieutenant on my way
out. Once outside I took off, fully expecting the
damned thing to explode any second, bearing in
mind the high octane fuel it -carried, but
reconsidered my heroic departure and raced back to
offer what assistance I could to the pilot, who was
still in harness but madly throwing switches to the
‘off’.

Meanwhile, ‘Goldie’ was making a hasty exit
from the rear, and when his feet hit the tarmac
headed off in the direction of north - at a reasonable
rate of knots, which couldn't have been easy
because I observed his bone dome had fallen
forward and was now balanced around the bridge of
his nose - seeing which way to go must have caused
him a great degree of difficulty.

Luckily there were no injuries. Not just from
inside the aircraft, but from the ground crew
around the 723 Squadron hangar area.

As some will recall, the blades of the Sycamore
were constructed of wood (spruce?) and the leading
edge protected by segmented brass wrap around
sections, with a small gap between each section to
allow for flexing in flight. So, when the blades hit
the deck, these segments were flying around like
machine gun bullets and probably at about the
same speed, peppering the hanger walls, doors and
surrounding areas. Into all this, I recall seeing
‘Pancho’ and ‘Shorty’ and others heading our way
carrying and wheeling fire extinguishers of varying
shapes, sizes and types. Shortly thereafter, the
crash crew arrived and the rest is history.

To this day I have no idea if ‘Goldie’ ever
tempted fate and flew ‘Pusser's Airways’ again, but
he must hold the Navy’s ‘First Flight Short
Distance Record’ - 10 feet up and 10 feet down at
full power! (Talk about an adrenalin rush.)

Ed., I believe the details to be accurate but you
may by now have a different spin on it from either
Lt. Spratt or ‘Goldie’ Edwards....or others.

Keep up the good work with Slipstream, it’s
more than appreciated by all.

10
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Dear Ed

For the story about Sycamore 85I's unusual
attitude, illustrated on page 12 of the current
edition of Slipstream, I would suggest that you ask
my friend, former Lieutenant Robin Spratt.
Unfortunately I do not have his current address,
but if my memory serves me correctly he made an
embarrassing attempt to take off in a Sycamore at
about that date.

Your readers may be interested to know that
British-designed Sycamore differed from later
helicopter types in many respects. Firstly, it was
rigged so that the controls were central in cruising
flight. Secondly, the main rotor rotated in the
opposite direction from that of American-designed
machines, e.g. the Wessex. Thirdly, there were none
of the sophisticated control interconnections such as
those built into later machines; all corrections had
to be anticipated and input by the pilot. Fourthly,
there was no rotor speed governor, the rotor r.p.m.
were manually controlled. Fifthly, the controls were
not hydraulically assisted. Finally, some Marks had
the throttle mounted on the collective lever, but at
ninety degrees to it, so that it was operated like a
motor bike throttle, except that it worked in the
opposite direction. Motor bike riders were prone to
closing the throttle when they wanted to open it.

The implication of all of the above is that to take
off, instead of starting with the controls central and
correcting from there, it was necessary to move the
cyclic back and to the right and apply full left
rudder before applying collective. Failure to do so
meant that the aircraft attempted to yaw right
while moving left and forward as it lifted off, thus
tripping over its own left main wheel. Large and
rapid control movements intended to correct this
movement could result in rotor droop, requiring an
increase in throttle movement beyond that
available to the pilot without changing grip.

Nevertheless the Sycamore was successfully
operated by at least the RAN, RAF, and some
airlines for many years. Problems arose only when
former Sycamore pilots who had moved on to other
types returned to Sycamores. A series of similar
accidents to the one illustrated which occurred at
the RAF C.F.S Tern Hill in 1965 resulted in the
withdrawal of the Sycamore from RAF service at
that time.

Albert Riley LCDR RANR

Dear Ed

Having recently read Major General Robert Mohr's
report on the TReview of Service Entitlement
Anomalies in Respect of South-East Asian Service
1955-75'. It was with particular interest that I noted
at the end of Annex ‘A’, among the organisations who
responded to a request for submissions was the ‘Fleet
Air Arm Association’ (FAAA).

==

Submissions to the review were to reach the
Secretary no later than 13 August 1999. The
National President made mention of the review in
the October 1999 issue of Slipstream, he noted that
our Patron John Goble was presenting a case
together with others. I thought there may have
been something further in Slipstream, no mention
of an Association submission was made at the last
Federal Council meeting held at Albatross on 30
October 1999. I have written to the National
Secretary to enquire what the Association’s
response was to the request for a submission.

Both HMAS Sydney and Melbourne saw FESR
service during the Malayan Emergency 1955-1960,
and then Sydney, as the Vung Tau ferry, and
Melbourne for almost the whole period covered by
the review from 1956 on with the exception of a
couple of years. The numbers of FAA personnel who
are effected by the outcome of the review would
have to be considerable. There are probably some
out there that are still not aware that a limited
repatriation benefit in respect of disability pensions
for FESR service has been available since May
1997.

Should the Government accept General Mohr’s,
recommendations with respect to the Malayan
Emergency 1 July 1955 to 31 July 1960; then those
who had an aggregate of 28 days service in the area
will be entitled to the award of the Naval General
Service Medal (NGSM) with clasp Malaya, the
Australian Active Service Medal 45-75 (AASM) with
clasp Malaya, and the Return from Active Service
Badge (RASB). The General has also recommended
that the service be regarded as Qualifying Service
for a Service Pension.

In conclusion it was noted in the report that
7,800 RN personnel were awarded the NGSM with
clasp Malaya between 1948-1960. That is somewhat
different to what was espoused when Mrs Bishop
was the Minister responsible.

Ian Ferguson

Dear Ed

I have had my copy of ‘Flying Stations’ for several

months, but only recently have I done more than

flick through it looking at the photographs. I have
still not read much of the book, but am impressed,

with one exception, by what I have read so far.

The exception is the account (page 144) of the
‘Checkmates’ collision over .Sydney Harbour in
1962, which leaves the reader with the impression
that the team was performing at low level over, or
dangerously close to, a populated area. According to
the text ‘the crashed pilot’ said, ‘I steered clear of
the houses before ejecting’. I was the pilot; I said no
such thing!

Despite the interposition of many years and

11
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notice that my right foot had hit the instrument
panel until later when it became bruised and sore. I
felt deceleration as the seat’s drag chute opened,
and then a rush of air in my face as I was toppled
forward out of my seat.

I was waiting to feel my parachute open, when,
to my surprise, I hit the water quite firmly on my
back and went under. Either the ejection or the
water impact knocked the breath out of me and I
was totally spatially disoriented; I had no idea
which way was up, or which way I was moving. I
struggled to hold my breath but was unable to do
so, feeling froth bubbling around my mask I
thought I was gasping in water. I heard myself say,
'Mae West, Mae West’, and hastily inflated my
lifejacket.

To my relief, I soon found myself on the surface.
I was still wearing my pressure breathing mask and
realised that I had not been breathing water, but
100% oxygen from the small parachute pack bottle.
I took off the mask and released the parachute, my
dinghy was no longer attached to my lifejacket but I
stopped looking for it when I saw a RAAF crash
boat approaching at high speed. The water felt good
and the harbour looked beautiful.

The superbly handled boat stopped dead within
a boat-hook’s length of me and I was hauled aboard
and taken to Garden Island — probably less than
five minutes had elapsed from the time I had hit
the water to being rescued.

Still trying to piece together what had happened,
I enquired about Barry Roberts and was told that
he was okay and on his way back to Nowra. I was
told that we had collided, but when asked about the
impact, I could only say that I hadn’t felt it.

FOICEA, who had observed the accident, and
later on the media, both asked the question as to
when I had decided to eject. My reply was, ‘when 1
was sure the aeroplane was going into the water’,
that is when I was sure that it was going to crash.
The display was performed over the harbour; there

was never any possibility of the aircraft crashing on
land.

The team performed together several times after
this accident, but we never discussed the collision
amongst ourselves. I did not hear the evidence of
the other witnesses, nor was I ever informed of the
findings of the Board of Inquiry. It would be
interesting to hear of Barry Roberts’ recollection of
the incident.

I write in the hope that the disputed statement
will be corrected in the event of the book being
reprinted.

Albert Riley

Aeronautics was neither an industry nor a —|
science. It was a miracle. Igor Sikorsky

=

CANADIAN FAA CONFERENCE
October 1999

During a visit to Canada and the USA, my wife Laurel and |
attended the Banshee Chapter CNAG Conference in the

magnificent landmark Empress hotel in Victoria,BC, Canada. held
8-10 October 1999.

It was not surprising that the conference was held in Victoria
BC. It is a traditional area of Canadian naval activity and there
are many retired Canadian Navy folk there. Besides the Empress
hotel and other landmarks, there are beautiful places on the
island to visit, not least of which is the Butchart Gardens, 21 kms
north of the capital.

There were approximately 270 persons in attendance and we
were surprised to find that we were the only ‘foreigners' to attend.
Most proceedings were quite relaxed, in particular the Saturday
mid day activity 'Up Spirits', where neat rum was in abundance to
those who could handle it. Very British | A dinner dance was held
on the Saturday evening at which | had the pleasure of making a
presentation to the Banshee Chapter on behalf of the FAAA of
Australia. On Sunday, a Worship and Memorial Service was
understandably formal and fitting to the occasion.

Membership of this Chapter of CNAG is comprised mainly of
ex-sailors Unfortunately, like our association, the organisation.
lacks membership of young serving and ex-serving personnel.
This is not only disappointing to those who work hard to keep the
Chapter aclive, but does not auger well for it's future. They, like
us, see the need to get more interest from the younger people, if
the organisation is to survive.

One of the pleasures of attending this conference, was
meeting up with Canadians we had met during our 50th Fleet Air
Arm Reunion and others we did not meet, but who also attended.
These people were full of praise for the kindness and friendship
they experienced at Nowra and in other parts of Australia during
their visit. 'Full marks' must therefore go to our organisers of the
Reunion.

One of the highlights of the Memorial Service was listening to
the beautiful voice of Judy Dowling singing Amazing Grace. For
those of us fortunate enough to still be on this earth, it seemed to
put many things into perspective.

It would be remiss of me not to mention some Canadians who
were of assistance to us before and during our visit. Any
conference requires timely planning and organisation, recognition
of which is often lost by those who attend, and ‘colourful’
characters people can identify with... Some of you may have met
some of the following: John Eden, Red Atkin, John (Hoss)
Anderson and a special mention for George and Barbara
Lenihan. John Anderson impressed us as a lively Master of
Ceremonies (a tough job, but somebody has to do it) and, with
his astonishing capacity for neat rum, he had no trouble keeping
the conversation flowing!

In Summary -a good time was had by all. So anyone who has
the opportunity to renew their acquaintance with their Canadian
friends at such a conference and are fortunate enough to have
Victoria BC as the venue, make every effort to get there. You
wont be disappointed.

Don McLaren
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Templeman, John (Dusty) Grierson and Val, ‘Irish’
O’Leary and Sue, Peter ‘Kipper’ Britton and Kath,
Leo Burnsand and the ever patient Barbara, Ron
‘Gabby’ Hayes and Rose, Ron and Evelyn Cole,
Arthur ‘Butch’ Jenkins. Keith Doncon was there
without minder Sue, as were Vic Slim (ex ‘Bandie’),
Alistair Cuthbert (RN & RAN) with wife Anne,
Bevan and Kaye Daws and lastly, yours truly.
AWOL was ‘Snow’ Hall and wife. Will you pass on
our best wishes and hope she has a speedy recovery.
Bravo Zulu to the Sojans for an excellent Australia
Day party.

Stop Press! Have just been advised by Keith
Doncon that ‘Butch’ is recovering well from heart by-
pass surgery. All the best mate from us all, and my
special best wishes.

It was very sad to read about Ambrose “Zac’
Palmer in the last Slipstream. I was Reg. Chief
when Ambrose was posted to 817 Squadron. I can
only concur with what ‘Jaffa’ had to say in his letter
to the editor and suggest that perhaps the
Association will do something about providing a
headstone. Perhaps the National Body could seek
donations towards a suitable memorial.

_—

I would like to remind our West Australian
members about making contributions to Slipstream.
Sometimes here in the West news is a bit short and
any help members can give is always appreciated. A
note to me, a telephone call, or even drop by —
whichever way you choose — every little bit helps.
Sorry! Not into computers yet. If anyone has a
spare one lying around, I would only be too happy to
give it a good home and put it to good use. Even a
little cash available if necessary.

A thank you to Terry Hetherington for that
splendid obituary to Nick Mudge. I think most
‘Birdies’ here in the West were saddened to learn of
his passing. Our condolences to Jan and family.

Well! Me hearties, that is about all from the
West this time round. Remember, call or write to an
old friend and I’'m sure you’ll feel much better.

John Green - Slipstream Scribe
1/7 Prinsep Rd., ATTADALE WA 6156
Tel: 08 93307386

Secretary: Colin Bushe-Jones
2/10 Athol Court, LEEMING WA 6149
Phone/Fax: (08) 9527 9186

TASMANIAN DIVISION

Let’s start this epistle with a little dit from Les
Kube in Hobart; I have been assured that it is all
true....The ‘watertight State’ was recently graced by
the presence (not presents) of the one and only Fred
Husband, and his wife Eileen. Both down from the
deep north (Cairns) to sample some good food, fine
wine, good weather and ‘wicked’ beer. Well, three
out of four wasn’t too bad. But what can you expect?
The first time back in forty years and they expected
good weather too! The Cascade Brewery is now
anxiously awaiting Fred’s return.

Whilst here they caught up with a few ‘old’
friends and shipmates, the O’'Donnell clan and Les
and Fiona Kube amongst others. Since their return
home we have heard that they weathered Cyclone
‘Steve’ okay, Fred describes the experience as...’got
bloody tons of leaves in me pool...and me bloody
mango tree has gone to live at me bloody
neighbour’s place.’ It was good to see you both again
and hope to catch up with you in the not too distant
future.

Well, the new year and millennium is well under
way and who knows what it will bring us all, we
shall just have to wait and see.

Bill Lowe (ex-POAH), has had a spell in sick bay,
nothing too serious, he tells me that with a little bit
of TLC and recuperation he will be as good as
nearly new. Not a bad comment for a seventy-two
year old having his first time in sick bay. He said

that the Staff and nurses were good,
and the choices for ‘scran’ were as
long as your arm provided you
stayed within your diet. Much better
than the two choices that were
offered by ‘pussers’ — take it or leave
it - even in the Chief and PO’s Mess. Good luck,
Bill, we all wish you well.

I was told that our last meeting in Hobart went
off well. ‘Andy’ Andrews tells me that Ron
Pennington, ex-Firefly pilot from Warwick, is still
doing pretty well. He has his periodic medical
interludes which usually end up in the Royal
Hobart Hospital; but he usually bounces back
harder than ever, one of the good old breed, keep up
the bouncing, Ron.

Barry and Roma Simpson returned from a
motorised safari around the ‘big island’ to the north,
by the time you are reading this they will have
ventured off again. [No E-mail until 03 June 2000.]

Our next get-together is in late May: in
Somerset, no doubt you will be informed of the date
and venue etc. As you can see, there isn’'t a great
deal of news this time, but it is better than none at
all. Until next time, we wish you all well, whoever
you are and wherever you are.

Matt Jacobs

Sec.: Les Kube, 61 Lindhill Avenue, LINDISFARNE TAS 7051.
Ph: (03) 6243 6540
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SOUTH AUSTRALIAN DIVISION

As this promises to be my final Slipstream
contribution, I will begin by offering an apology to
our long time stalwart to the SA Division, in fact
she has been with us from the beginning, I speak of
Mary Rayner. It appears that my usual throwaway
lines, which I would use everyday, have been taken
up with serious intent. The result being that both
she and the ‘whipping boy’ are no longer talking to
each other. For this I apologise.

President Peter Coulson has been very long
suffering and busy writing apology letters to
everyone, and I suspect there will be one in this
edition of Slipstream, which in turn will make the
Slipstream editor nervous as he proof reads this
copy. Life moves on!

Our AGM will be held on the 17th March and
most of the committee will change hands, new blood
will be stepping forward to continue this Division
well into the new millennium. By the time you have
digested this section of the ever-popular Slipstream,
the dust will have settled and the blood washed
from the walls. Welcome to the new committee.

As mentioned in the January Slipstream, our
first meeting for this century was indeed held at the
home of Henry and Madge Young. The evening was
well represented by current members who made the
most of the break in 38-degree days. The BBQ was
a delight with everyone contributing in some way
towards its success. Full marks to the Coopers
home made damper, unfortunately I only managed
three slices before being pushed aside by our
president, Peter Coulson, who after all, is still a
growing boy. Many thanks to the Youngs for
opening their lovely home for the Divisional first
meeting. .It was lovely to meet the spouses of
several other members that night, namely the
Cains from Strathalbyn, the Osbourne's, Widger's,
Percival's and lan Laidler's first wife, Dee, along
with Barry Lord and Grant Jesser. I have already
mentioned Peter Coulson being present to push the
pensioners aside, he was keeping good company
with his lovely wife Sandra, who only a few days
before had picked up a CSM for her efforts as
Senior Naval Officer, South Australia; and for
keeping Peter under control and having him
shipped to Norfolk Island to serve out several days
hard labour. Well done, Sandy, we will miss you
and ‘what's his name’ when you finally move to Mt
Gambier later this year.

Our Social Secretary, Dinsley Cooper, is busy
planning out the Divisional social calendar and
working it around the arrival of 817 Squadron in
mid April, followed by 723 Squadron arriving in mid
May. All members will be kept informed via our
local news letter as details come to hand, as you
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might remember, Navy planning |
changes every 20 minutes to GO or |
not GO! 7

I met the new Naval Officer
Commanding SA at the last Small

Ships Association meeting and was

pleased to hear that he had a good grasp of the
Queen's English and wasn't frightened to use it. As
a ‘Birdie’ Observer from the 70's and 80's, he has
been a very busy boy and 1 hope we can harness
some of that energy into the Division in someway or
other. 1 take this opportunity to welcome
Commander Neil Phillips and Cherie to South
Australia.

We have a friend of the Association over here
who is busy constructing a 9ft 8 inch model of
HMAS Melbourne. This model will be radio
controlled and will sever any other ship that gets in
its way. The Division will be involved in anyway
possible but if you feel you could assist with early
photographs of the flight deck layout or island
superstructure, then do not hesitate to contact John
Dungey on 81862740 - or write to him at 20 Wilson
Street, Christies Beach. 5165.

As this will be my final contribution to
Slipstream, I cannot close without thanking the
many members who have assisted myself and the
Division with cuttings, stories and photographs to
be included in either the local newsletter or the
Slipstream magazine. 1 speak of Dinsley Cooper,
Ian Laidler, Mary Rayner, Barry Lord, Peter
Coulson and Les Matterson in Nowra, just to name
a few. Members have commented on my efforts,
others do not understand the humour but smile
politely anyway, truly a delightful group of people
and to these people I say THANK YOU.

As ‘whipping boy’ to the Association, I shall close
off with my usual quote:

'l don't make predictions. | never have and | never will!'
Tony Blair, Prime Minister UK, Channel 4.

Regards to you all.
Roger Harrison - Hon. Whipping Boy.

Secretary: Roger Harrison

2 Gwendoline Court, COROMANDEL VALLEY SA 5051
Phnne [NAY RI7R RAN7

The Ace...

Response by Captain Ray Lancaster, USAAF, when
he was asked why they called him ‘Ace”:
‘Because during World War Two, | was responsible for
the destruction of six aircraft, fortunately three were
the enemy.’
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A.C.T. DIVISION

Greetings to all from the Nation's capital. You may
well have thought that we had forgotten our
shipmates over the past two editions, but
somewhere along the line I got my dates mixed up.
Other than that, there has been very little of
interest in this neck of the woods over this period.

Just prior to Xmas, we held our Xmas Cocktail
Party which was well attended and all enjoyed the
evening. However, after that it seemed that many
left the area for holidays in various climes and are
only just starting to trickle back. So much so, that
we had to cancel our AGM set down for 24 February
and now this will take place on 27 March. Because
of this we are unable to advise who our office
bearers will be for the year 2000.

We would like very much to enlist to our
membership those of the Fleet Air Arm currently
serving in this area. Should anyone know of such

potential members, we would be
pleased if you could inform us. We
realise that such people may be
reticent to join as they could well be
posted in a year or two, but that is

the strength of our Association in
that we can transfer members easily from one
Division to another and thus, they can keep in
touch with members who have similar interests.

We trust that the year 2000 will be a memorable
one for all members.

Brian Treloar

Secretary: RADM B T Treloar AO RAN (Rtd)
PO Box 3652, WESTON CREEK ACT 2611
Phone: (02) 6288 2730

We Might Have Lived 1 orever
By A. Sailor

We might have lived forever
And never died at all.
But we’ve been dead for decades
And you’ll find us on The Wall.

We were children of the fifties
Who were forced to quickly age.
Few of us had even voted
When that awful war was waged.

We were raised by Disney
And by Captain Kangaroo
We weren’t meant to end our lives
Being led and fooled by you.

Just why was it you betrayed us?
Why was it that we fought?
What was so important
That you left our bones to rot?

You played your party politics
And closely checked the polls
Then bought your place in history
With our hearts, our youth, our souls.

Was it so important
This war you seemed to crave?
That you sent our youth to die in vain
So young, so fresh, so brave.

We died to save Man’s pride and lust
For this we had to fall
Truth’s an easy thing to see from
Our perspective on The Wall.

There is no country anywhere
Worth all this death and waste.
When will man leamn to let war go?
When will he lose the taste?

Mankind must learn this simple truth
That war will cure no ills.
War deludes us, war demeans us
And worst of all, it kilis.

Is Mankind’s bright potentiai
To terminate in war?

I think we need an answer.

Is this what we all died for?

Or is there hope that Man will change,
And lose the urge to fight.
Can Mankind live in brotherhood?
Could Earth’s future be so bright?

Man can live in peace and harmony.
No one has to bear war’s pain.
If this dream becomes our legacy
Our deaths were not in vain.

& & o6
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FRESH WATER FLAT-TOPS

By Graham Wilson

‘As the sun rose in the east, the sound of
approaching aircroft was detected. In preparation
for the approaching aircraft, the carrier turned into
the wind. Black coal smoke belched from the stack
as the engines increased power to drive the paddle
wheels at the ship’s sides. As the flight deck crews
rushed to take up their positions, a fine spray of
fresh water whipped across the wooden deck.

Coal smoke? Paddle wheels? Fresh water?

At first glance none of this makes much sense; yet
in World War Two, the United States Navy actually
operated two coal fired, paddle wheel driven aircraft
carriers whose keels never touched the salt of the
open sea. This article relates the story of two of the
most fascinating but obscure warships to serve in
the war.’

During the Second World War, the United States
Navy, from a very faltering start, rose to pre-
eminence in the field of aircraft carrier operations.
At the time of America’s entry into the war, the
USN operated a total of seven aircraft carriers — six
fleet carriers (CV) and one light fleet carrier (CVL).
By the war’s end, this figure had grown to almost
one hundred, including twenty fleet carriers, eight
light fleet carriers, and a staggering seventy escort
carriers (CVE), for a total of ninety-eight flat-tops.

But this was not the complete inventory. The US
Navy’s pennant lists for the years 1942-45 include
two intriguing ships classified as ‘IX’ and listed as
training carriers. These two vessels, th: USS
Wolverine (IX-64) and the USS Sable (IX-81), were
unique amongst aircraft carriers for a number of
reasons. First of all, they carried no embarked
aircraft, all aircraft operating onto and off the ships
being shore based. Second, they were coal fired — a
rarity enough among all surface combatants of the
day, but unheard of in aircraft carriers. Third, they
operated not on the wide waters of the Atlantic or
Pacific Ocean, but on the enclosed, relatively
sheltered and relatively benign waters of the Great
Lakes. Finally, both carriers were driven through
the waters of the lakes not by propellers, but by
paddle wheels!

The saga of Wolverine and Sable had its genesis
with the Japanese attack on Pearl Harbour on 07
December 1941. While an American naval
expansion had been put in train some time before
Pearl Harbour, the Japanese attack and America’s
subsequent precipitous entry into the war added an
urgent impetus to the expansion programme. In
particular, the US Navy desperately needed to
expand its carrier fleet. This expansion
encompassed not only ships but also men. The
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officers and sailors recruited to crew the CVs, CVLs
and CVEs coming off the slipways of America’s
shipyards needed to be trained; not only the
aircrews, but also the flight deck crews.

At first sight, the training requirement seemed
to be an insurmountable problem. In its first year at
war, the US Navy was barely holding its own in the
Pacific and could ill afford to spare one of its
precious flat-tops to be used for training purposes.
Even if a carrier had been available for training
purposes, the navy was not prepared to risk having
one of its carriers operating close to the coast. The
predictable and easily monitored sailing patterns
would make the vessels prime, and relatively easy
targets for prowling Axis submarines. This was
especially true of America’s eastern seaboard where
German submarines roamed its length almost at
will. The U-Boats relatively unhampered by an
inexperienced US Navy that had yet to acquire the
skills of anti-submarine warfare, skills that had
been painfully learned by the Royal and Canadian
Navies over the preceding two years.

The US Navy, however, was not to be denied, for
it needed training carriers. While a great deal of
flight training for carrier crews could be conducted
at land based facilities, the vital skills of landing
and taking off from a moving deck could only be
practised from a carrier. Similarly, while the flight
deck crews could practice their vital support role at
land based facilities, they also needed sea going
experience to become proficient.

A ‘stop-gap’ measure was devised using escort
carriers that had been hurriedly converted from
merchant hulls. These could be easily operated in
the fairly easily defended waters of Chesapeake
Bay, and in the less easily defended waters off San
Diego on the western seaboard.

The solution was far from ideal. Chesapeake Bay
is one of America’s busiest waterways and
extremely congested, this would make training very
difficult; whilst the other alternative, on the west
coast, was vulnerable to Japanese submarine
operations. With America now in the war and an
enormous number of keels for new carriers being
laid down, there was an urgent need for extremely
large numbers of qualified aircrew; an answer had
to be found.

The final solution came from the fertile mind of
a US Navy aviator posted far from the sea. At the
outbreak of the Pacific War, Commander (later
RADM) Richard Whitehead USN, was Aviation
Aide to the Commandant of the Ninth (or Great
Lakes) Naval District. With stunning originality, he
hit upon the idea of using small carriers, converted
from merchant ships, on the Great Lakes.

His idea, although far fetched at first glance,

(Continued on page 32)
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Nine months later when Sable joined up with
Wolverine, the two ships were grouped together as
‘Carrier Task Force X'. The training schedule for
this task force was gruelling. In the relatively
sheltered waters of Lake Michigan, the carriers
could operate almost unhindered by the weather all
year round. Even the foreseen restrictions imposed
by winter weather failed to materialise, except for a
three-month period during the winter of 1942.

During other periods of cold weather, the
problems imposed by ice floes were solved by
working in conjunction with Great Lakes based US
Coast Guard ice breakers, which quickly cleared a
path for the carriers out into the open waters of the
lake. The ability to operate the carriers in the
coldest weather had the unforeseen benefit of
providing an opportunity for the testing of cold and
foul weather gear.

There were two major restrictions, the first
being that the carriers were unable to fly aircraft off
at night, restricting flying to daylight hours.
Secondly, because there was no hangar space
aboard the ship and deck parking space was limited
to three aircraft, the aircraft landing on had to
immediately take off again to make room for the
next in line.

On a typical day, the carriers would fire up their
boilers before dawn and set sail to clear Chicago by
0800 and operate through the daylight hours,
making for twelve to fifteen hour days. When it got
too dark for aircraft operations, the carriers would
turn about and steam through the night back to
Chicago, often arriving in time to turn around and
do it all again. Operations were carried out seven
days a week with the occasional day off for coaling.

The prevailing winds on Lake Michigan are
north to south so the carriers would generally
steam north from Chicago all day to make use of
the headwind. Pilots found that the low height of
the flight deck (thirty-feet) above the water made
for some interesting moments as their aircraft
‘dipped’ as they crossed the bow on take-off.
Although there were some ‘near misses’ and ‘close
shaves’, there is no record of anyone ending up in
the water.

The pace of flight operations was nothing short
of amazing. Aircraft would be constantly landing
and taking off throughout the day, with training
squads of five or six aircraft forming up over either
carrier and taking their turn to land on and take
off. In the beginning, carrier qualification called for
each pilot to make eight successful landings and
take-offs; in late 1944, the requirement was
changed to fourteen.

On 28 May 1943, Sable set an unbeaten record
when she recorded fifty-nine pilots qualified in one
day. This translated to an amazing four hundred
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and eighty-eight landings in nine hours, that is
approximately one a minute!

On 04 June 1944, Wolverine made her claim to
fame when she recorded six hundred and thirty-
three landings in a single day.

Not only did these two ships enable huge
numbers of pilots to qualify, at the same time, they
also provided invaluable training and experience for
all important flight deck crews without whom
carrier operations could not be conducted. The
levels of skill in aircraft handling achieved by both
carriers’ flight deck crews can be seen by the
statistics listed previously.

Among the most critical skills taught and
practised aboard the Great Lakes carriers, were
those of the Landing Signal Officer (LSO) and
Flight Deck Officer (FDO). Originally there were
only two LSOs in Chicago, one for each carrier.
Early in her operational career, Wolverine’s only
LSO came down with appendicitis and all
operations had to be halted for two weeks while he
underwent surgery and convalescence. This
incident brought home to the navy the scarcity of
this resource and a training programme for L.SOs
was quickly developed, along with formal .
programmes for FDOs and flight deck crews in
general. Fortunately, if that is the word, CQTU was
able to commence the LSO training programme
with five fully qualified L.SOs. Besides the two from
the training carriers, three additional LSOs became
available throughout 1942 when their carriers,
Lexington, Yorktown and Hornet were sunk-
making them ‘surplus to establishment’ (so to
speak).

Before concluding, it is worth considering the
overall statistics arising from the operations of
Wolverine and Sable, and making a few
comparisons. A staggering 40,000 carrier personnel
were qualified under the Great Lakes programme
including pilots, LSOs, FDOs and flight deck crews.
Of this rough total, 17,820 pilots were qualified.
Add to this a pilot accident rate of around 0.5% and
one begins to appreciate the efficiency and value of
theses two unique ships. In comparison, while some
carrier training was conducted on the east and west
coasts using escort carriers, it is illuminating to
note that during the period 25 August 1942 to 02
December 1944, Wolverine and Sable qualified
9,729 pilots while USS Core (CVE-11) and Long
Island (CVE-1) qualified only 372! The entire cost of
purchase and conversion of the two carriers came to
$4,833,369 which, even by WW2 standards, was a
paltry sum and was incredibly inexpensive in
comparison to the return on investment.

With the end of the war, the need for the two
Great Lakes flat-tops was at an end. Both ships

(Continued on page 34)
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were decommissioned on 07 November 1945 and
laid up at Navy Pier, Chicago. Held in reserve for
three years, the ships were stricken and sold for
scrap, a somewhat ignominious end for two grand
old ladies who had served the United States Navy
well. It is not beyond the realms of possibility that
without their contribution, the outcome of the war
may very well have been drastically different.

Author’s Note: It should be noted that the
other major carrier based navy of the day, the
Imperial Japanese Navy, faced the same problem of
training with security. They solved it by relegating
the old (1925) small carrier Hosho to training duties
in the sheltered Inland Sea for the duration of the
war. She was, in fact, one of the few Japanese
carriers to survive the war.

I wish to acknowledge the invaluable assistance
of Mr Paul H Durand of the Emil Buehler Naval
Aviation Library of the National Museum of Naval
Aviation at- Pensacola, Florida, without whose
asswtance in 'the "prouvision of obscure source
material; not otherwise obtainable in.Australia, this
art:cle could not have been written.. . :

[In his autoblog'raphy ‘All Navy Aviators can fly
the ‘SN, former WWII Naval aviator, George
Coémbes,- mentions’ his Carrier Qualifications

‘aboard the USS Wolverine. He described the flight

deck of the ship as having a landing arrestment
system consisting of seven stranded "wire cables
across the deck, and a barrier resembling a wire
fence to prevent landing aircraft from running into
the awaiting planes.

Being current in Hellcats, he was surprised
when he was told to fly an SNJ, along with the
comment, ‘all Navy aviators can fly the SNJ’.
Having arrived in Chicago from Florida, his first
problem was how to start the aircraft in the cold
weather, his next problem was that no one would
tell him what trim to apply — so he selected neutral
trim on elevator and rudder. Not having the correct
rudder trim, his first take-off resulted in him
hurtling over the left hand corner of the flight deck,
but managing to remain airborne.

It was his description of the aircraft’s hi-tech
deck hook system that I found intriguing, he said
that it consisted of a piece of sash cord attached to
the hook in the tail and the other end tied to the
arm rest in the cockpit. So — Down Hook — undo the
rope! Ed.]

I

The Chief
The old Chief stood, with hands that shook
Like leaves from a wind blown tree,
And asked the M.O. for some relief
From this dreadful malady.

The M.O. gave him a thorough check
With sure and competent touch,
‘There's not much wrong with you', he said,
'Except that you drink too much'.

That's all very well’, the old Chief said,
*You can blame the grog if you will,
But it's not what I drink that's getting me down,
It's the amount that I bloody well spill'.
With thanks to Owen Holston

- | A young female was admitted to a London hospital Emergency

several tattoos and pierced body parts.

Life is stranger than fiction

Ward complaining of severe stomach pains.
She Was quite a punker with a spiked multicoloured hatrdo

The doctor diagnosed her problem as acute appendicitis and
announced that they would need to operate immediately.

When the nurses took her away to prep her for the operation,
they discovered that her pubic hair was dyed green and a tattoo
on her stomach said, ‘Keep Off The Grass!"

After the operation, the surgeon attached a note to her
dressing that said, ‘Sorry honey, but we had to mow the lawn!’

The Rabbit Test

The Los Angeles Police Department, the FBI and the CIA are all
trying to prove that they are the best at apprehending criminals.
The President decides to give them a test. He releases a rabbit
into a forest and has each of them try to catch it.

The CIA goes in. They place animal informants throughout
the forest. They question all plant and mineral witnesses. After
three months of extensive investigation they conclude that rabbits
do not exist.

The FBI goes in. After two weeks with no leads they burn the
forest, killing everything in it, including the rabbit, and they make
no apologies. The rabbit had it coming.

The LAPD goes in. They come out two hours later with a
badly beaten raccoon. The raccoon is yelling: ‘Okay! Okay! I'm a
rabbit! I'm a rabbit!’

Strictly for the Birds

According to a US news item, the inscription on the metal bands used by the US Department of the Interior to tag migratory
birds has been changed. The bands used to bear the address of the Washington Biological Survey, abbreviated to
‘WASH. BIOL. SURV.’ until the agency received the following letter from an Arkansas camper:

Dear Sirs,

While camping last week | shot one of your birds. | think it was a crow. | followed the cooking instructions on the leg

and | want to tell you it was horrible.
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