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COVER PHOTO
A bird’s eye view of
Shark 07 with both
engines and the Main
Rotor Gearbox
removed, in the Az
Zubayr dockyard in
Iraq in April 2003.
The aircraft had made
a landing there
following an in-flight

emergency, leaving the maintenance team with a huge
job.
You can read the story on page 12.♣

I’m sure that many of you also feel as I do
about the current state of the world - every
time I turn the news on it seems there’s more
doom and gloom, from global warming, the
Ukraine, cost of living, the deplorable state of
our politics, COVID and the economy - just to
name a few.
It’s important to keep a perspective on this -
and even more important to support each
other. So stay in touch with your mates,
neighbours and acquaintances. Spend a
few minutes each day to talk and, if you think
they are struggling, hold out a helping hand.
You can make a huge difference by asking
the simple question: “RU OK?”
‘FlyBy’ endeavours to cater for a wide taste
so I try to make it varied. It’s principal focus
is on aviation - preferably FAA past and
present - but I’ll also bring items of General
interest, such as the last article in this edition.
It’s about a not-so-well known story of the
opening of one of our greatest icons, the
Sydney Harbour Bridge. The coathanger
turned 90 just a week or two ago, so its a
good time to remember a bit of the political
skullduggery that went on at the time. Some
things don’t change much!
David Prest and Peter Greenfield are pow‐
ering ahead with the A4 Book project, and
now have a growing list of stories/anecdotes
submitted so far. They are still very short,
however, so flex your typing fingers and
spend a few minutes telling them YOUR
story. Once submissions close all the untold
dits may well be lost in time, so help pre‐
serve this important part of our heritage.
The 75th Anniversary of the formation of the

FAAA looms
large (its on 3rd

July) and work
is apace in HQ
FAA to put to‐
gether some‐
thing to mark
the occasion.
The FAAAA
has been ap‐
proached by
COMFAA and you can read that letter on
page 3. The FAAAA National Executive, to‐
gether with NSW and ACT Divisions, will be
engaging with him and his staff - but at the
time of going to Press there are no firm de‐
tails of what the celebration might be, or
when or where. Watch this space and keep
early July clear!!
Finally, I’d like to thank the various contribu‐
tors to this magazine. An increasing number
of people are sending me bits and pieces,
ranging from full-blown articles to snippets of
interest. Please, keep them coming and, if
you haven’t helped out yet, don’t be shy.
More is always better than less, and there’s
a million stories/photos out there of interest -
so please get them into me before old age
catches up!
Until next time, stay safe.
Marcus Peake
Editor ♣

mailto:webmaster@theFAAAA.com


Air Arm, continuing Government commit‐
ments to the ADF in light of the changing
strategic environment and strengthening the
footprint of the Fleet Air Arm within the local
community alongside our industry partners.
Looking to the future, the Fleet Air Arm con‐
tinues to evolve with the introduction of re‐
motely piloted systems and I look forward to
providing you updates throughout my tenure.

On the 03rd of July 2022, the Fleet Air Arm
will mark its 75th anniversary. It is my intent
to ensure it celebrates this milestone publicly,
including the strong community connection
we have always enjoyed. Although it is at the
early planning stages, we are considering
multiple options, ranging from an open day,
evening celebration, local ceremonies and a
book launch. I welcome your input to the
planning process as I see this as a celebra‐
tion for all, not just those of us who currently
serve.

It is a great privilege for me to be the Com‐
mander of the Fleet Air Arm. I look forward
to upholding the excellent relationship that
exists between our organisations and en‐
abled naval aviation over the past 75 years. I
also look forward to working with you with a
focus to build on this strong foundation in the
interest of our nation and community.

Sincerely,
DL Frost
Commodore, Royal Australian Navy

Commander Fleet Air Arm. ♣
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Dear Sir,

I am writing to introduce myself having replaced
Commodore Don Dezentje as the Commander
of the Fleet Air Arm (COMFAA) in December last
year. One of my highest priorities in my new role
is to ensure I maintain and build on the strong
connection that exists between the Fleet Air Arm
and the Fleet Air Arm Association. This letter
represents the first step on that journey.

I am very excited to be posted back the FAA with
custodianship of an organisation that so many
local men and woman invest their time and pas‐
sion as a part of their service to our nation. My
last posting to HMAS ALBATROSS was in 2015
charged with returning the newly formed
Seahawk Romeo Helicopter under
725 Squadron, from Florida in the
USA into the new facility on the
western side of the airfield. This
acquisition was a significant
investment for the Fleet

LETTER FROM COMFAA

FAA

Image: Jack Mayfield
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Dear Editor,
In a previous edition of FlyBy, I spoke about my first
6 months in the Navy at Nirimba in 1966. In April
1985, I transferred to the RAAF as part of the
personnel reduction being performed by Navy. On
transferring, we were to go across with our current
rank, pay level and seniority. This tale is about my
first six months in the RAAF.
We were told to be at RAAF Wagga by 2359 on
Monday to be inducted/induced into the RAAF at
1000 on Tuesday, 30 April 1985. There were
approximately a dozen ex-junior sailors, as well as
three ex-senior sailors, to complete the induction
process on Tuesday. The ex-junior sailors had to
undertake up to nine months technical training to
bring them up to the RAAF technical training levels
due to the stop/start phased training scheme that
was mandated in the Fleet Air Arm at the time. The
ex-senior sailors were due to join a course at

Wagga commencing in July.
The female administration officer who was going to
induct us unfortunately had a halitosis/garlic
problem and was known as laser-breath by the
RAAF staff. A nice lady if you didn't get too close
to her.
After being inducted, it was off to get kitted up and
then onto the parade ground to learn how to
undertake RAAF parade drill, how to salute
"correctly" and learn the RAAF rank structure, etc,
etc. After a week or so, the ex-senior sailors were
let loose to go to our gaining units for the eight
weeks before commencing the course in July.
I was posted to Number 3 Aircraft Depot (3AD) at
RAAF Amberley west of Brisbane and was working
on the F111. I quickly settled into the RAAF routine
while keeping my head down while learning how to
do stuff the RAAF way but there were some shocks
to be encountered along the way.
The first shock was sheet change day. "The what?"
said I, to be told that on Mondays, you put your
sheets and pillow case outside your door and a
fresh set would be there by the time you finished
work. Strange, thinks I, but....
The next was the lowest airman calling you by your
first name. That took some getting used to and I
was not comfortable with that, after being called
Chief for 10 years, all the time that I was a Flight
Sergeant (FSGT).
Then there was the payday routine. As a Chief
Petty Officer, a Chief’s maximum pay was higher
than a FSGT’s maximum pay and I was now a
FSGT. On a rank chart in 1985, the Navy Chiefs
were one row higher than the RAAF FSGTs and the
Army Staff Sergeant. Therefore, every payday, I
had to front up to get my non-reduction allowance
i.e. the pay difference between a Navy Chief and a
RAAF FSGT and in my case, it was $7.40. The
RAAF pay wallahs were not comfortable with my
non-reduction pay problem and each time I went to
the pay office to get it, I seemed to strike a different
pay wallal and had to repeat my tale. I used to take
the signal with me explaining about the non-
reduction allowance. As you are aware, all pay
wallahs regard your pay as coming out of their own
pocket so prising the $7.40 out of them was most
painful for them.
Another shock was that the RAAF seemed to be
like a light blue supermarket. One small example;
one of the Sergeants wanted to replace the wooden
stumps holding up his house, with concrete ones on
the weekend. On the Monday after that weekend, I
asked him how the restumping went and he said
that he couldn't do it. "Why?" said I, "The weather
was ok" to his "Well, the bolts I ordered through the
system didn't come in time for me to do the job."
Then there was the time my Warrant Officer said to
me "You are different from all the other Senior Non
Commissioned Officers (SNCOs). " Why?" said I to
his, "You do what I ask you to do, when I ask you to
do it."
Another shock came when it was time for the troops

Dear Editor,
Bren Gun Carrier, Ian Henderson (FlyBy 55
March 22).
At the time frame Ian narrates this incident,
Stan Brown was the designated qualified
driver. He was the driver in the photograph.
His offsider, Navigator, direction pointer-
outerer, was Neal “Plunger” Keedle. Both
of the Pilots Mates breed.
Greg Kelson ♣
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to work back to finish a task that needed
to be completed before the troops normally
knocked off at 1400 on a Friday. The Warrant
Officer said to me "You will have to negotiate with
them". Astounded, I said that in the Navy (and you
had to be careful using those words) the blokes
were told that they had to work back and that was
it. He said that you can give them leave in lieu.
"Leave in lieu, what's that I said?" to his "Leave in
lieu is for every extra hour they work, they can have
an extra hour of leave" That just about sat me back
in the chair. No watch on, stop on, in this mob
thinks I.
While at Wagga on a course and at the end of a
dining-in night, the guest speaker, a Lieutenant
Colonel from Kapooka the Army basic training
base, ended his talk by saying "The Army and the
Navy have traditions while the Air Force has habits,
and most of those are bad." I laughed out loud and
may have been the only one present who laughed.
Once a sailor, always a sailor.
And so briefly, this is some of the highlights and
lowlights of my first six months in the RAAF.
David Prest ♣

Order No 49 for Wall of Service plaques
remains open, with names so far as follows:
Cummings P.T. R104121 CPOA Jul69-Sep90
Young C.R. R118661 CPOA Jan76-Jan96
Garside T.P. O122656 CMDR Apr77-Apr22
Gugliotti D.J. S116274 POATW3 Sep76-
Sep84
The Wall of Service is a way to preserve your name
and details of your Fleet Air Arm Service in
perpetuity, by means of a bronze plaque mounted
on a custom-built wall just outside the FAA
museum. The plaque has your name and brief
details on it.
There are over 1000 names on the Wall to date
and, as far as we know, it is a unique facility
unmatched anywhere else in the world.
It is easy to apply for a plaque and the cost is
reasonable. Simply click here for all details, and
for the application form. ♣

FAA Wall
of Service
UpdateDear Editor

In response to your question asking about the
photograph in ‘FlyBy’ Vol 55 (March 22), I can advise
that the ceremony is definitely HMAS Sydney during
the Korean War.
The band is a volunteer ‘bluejacket’ band with Band
Corporal Jack Noonan in charge.
Sincerely, Jim Hawkins.
Thanks very much! Jim advises he was the Editor of
the Bandies’ newsletter in more recent years and
recognises Jack Noonan and knows the history of the
bands aboard Sydney. He believes the photo was
taken during the first Korean deployment as Jack was
one of around four bandies to get both the Korean and
UN medals - the others being buglers. ♣

OPERATION BURSA MEDAL UPDATE
Due to a processing error at Navy Honours and
Awards, the following batches have been delayed:
Batch 10 - notified between 1 Oct21 and 1 Nov21
Batch 11 - notified between 2 Nov21 and 24Jan 22
It is anticipated that the medals should be delivered
before the end of June.♣

https://www.faaaa.asn.au/the-faa-wall-of-service/wall-of-service-general-information/
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Dear Editor,
Sue & I recently went camping in our new van at
Budgewoi on the NSW Central Coast, which turned
out to be a rather wet event
The original plan was to catch up with old mates on
Saturday and Sunday and tell stories about just how
good we used to be. Unfortunately the weather had
other plans and we had to cancel Sunday which was
very disappointing and I apologise to those who were
coming.
Saturday’s meeting went ahead but Ian Hughes was
unable to attend due to family commitments but the
quality was there anyway.
Although Ian (Hughsie) wasn’t there he deserves a
mention because he won the 135th competition for
the design of our 135th AHC logo at Bearcat in 1969
which is on my flag to the right (image left: Hughsie

seen putting the finishing
touches to his winning
design).
Some of you may not
know that Hughsie was a
Stoker on a Minesweeper
during the Indonesian
Confrontation before
changing over to the air
branch. All that training
as a Stoker can be seen
in the second photo right
where he is far more in‐
terested in his hamburger
than the lovely Donut
Dolly. I don’t think Jock S
is drooling over the ham‐
burger though.
Ian Shepherd was one

of our Electricians, seen in the third photo on the right,
packing away our beer supply and wondering if he
can get away with the busted carton without anybody
noticing - it would take a lot of courage.
Jock Connolly, on the right in the fourth photo on the
right, was a Navy Photographer and you will have
seen many of his photos on various sites.
He spent a lot of time travelling to exotic locations and
dining in exquisite surrounds, such as having lunch
with Bob Kyle.
Me - well, I just let my hair grow (below) and focused
on my musical career. John Macartney. ♣

From left to right – Ian (Shep) Shepherd, James (Jock)
Connolly and John (Mac) Macartney.
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REST IN PEACE
Since the last edition of
FlyBy we have been advised
that the following people
have Crossed the Bar:
Geoff Litchfield, Les Powell
You can find further details by clicking on the
image of the candle. ♣

Medical Grade Footwear Program
DVA may provide clinically prescribed medical
grade footwear to accommodate and/or correct
abnormal foot and/or ankle structure or significant
deformity, when suitable everyday footwear cannot
be used or modified because of the clinical extent
of the deformity or abnormality. Medical grade
footwear can be ready-made footwear
manufactured in extra depth/extra width fittings, or
custom made to suit an individual’s foot and ankle
clinical needs.

Eligible Beneficiaries
A Veteran Gold Card holder maybe eligible if they
have been clinically assessed as having a
deformity or abnormality of either, or both the foot or
the ankle. A Veteran White Card holder maybe
eligible if they have been clinically assessed as
having a deformity or abnormality that has been
accepted by DVA as being related to their service.
The Program provides prescribed medical grade
footwear and related
services including footwear
modifications and repairs.
This may also include
clinically prescribed
modifications to a
beneficiary’s own suitable
footwear such as heel
raises, rocker soles and
heel flares based on
assessed clinical need.
Medical grade footwear
maybe replaced when it no
longer suits the clinical
needs or is worn out and
deemed un-repairable by
the assessing health
provider.
Medical grade footwear
does not include everyday
footwear that can be
purchased from a retail
shop. These include
sneakers, casual shoes,

Here’s a photo that’s just too good to miss for a Caption Competition. Can
you think of something witty to say about it? Send your thoughts to the
Editor here. ♣

formal shoes, and inappropriate styles of shoes
such as slippers, slip on shoes, open toed shoes,
high heeled shoes or orthotic shoes for the purpose
of accommodating orthotics.
Access to obtaining medical grade footwear will
require a referral from the local GP to an assessing
podiatrist or specialist health provider. Further
information and how to access prescribed medical
grade footwear under the program may be read
here.♣

https://www.faaaa.asn.au/heritage-general/obituaries-date/
https://www.faaaa.asn.au/heritage-general/obituaries-date/
mailto:webmaster@theFAAAA.com
https://www.dva.gov.au/health-and-treatment/injury-or-health-treatments/medical-grade-footwear
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L ast month’s Mystery Photo showed what
appeared to be a promenade deck on a
ship, and we asked what it was.

Only two readers guessed the correct answer - it
was the main passenger cabin on Gianni
Caproni’s extraordinary but ill-fated airliner of
1921. It’s also the story of how independent
aircraft designers of the time had the ability to
pursue their own dreams, rather than have to rely
on consortiums as today’s aviation industry does.
Caproni had become famous for his aircraft
designs during the First World War: especially for
his multi-engine bombers. Like many such
individuals, however, at the end of that conflict he
turned his attention to the civil aviation market.
Even before the war Caproni had stated on
record that aircraft with a capacity of one hundred
[people] or more would soon become a reality,
and so he set about making it so, taking out a
patent on a huge flying boat design early in 1919.
Construction started on the prototype, called the
“Transaereo” later that year.
Rather than use an existing airframe, he started
from scratch, concentrating on a huge, multi-wing
multi engine design, with turbo-chargers and
variable pitch propellers to increase efficiency
and performance.
The aircraft was powered by eight Liberty L-12
V12 engines built in the United States. Capable
of producing 400 hp (294 kW) each, they were
the most powerful engines produced during the
First World War.
The two central nacelles also housed an open-air
cockpit, for one flight engineer each, who
controlled the power output of the engines in
response to the orders given by the pilots via
means of a complex system of lights and
indicators located on electrical panels.
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The main fuselage ran the entire length of the
plane, below most of the wing structure. The
passenger cabin was enclosed, and featured wide
panoramic windows. Travellers were meant to sit in
pairs on wooden benches that faced each other—
two facing forward and two backwards.
An open-air cockpit was positioned above and
slightly behind the forward windows. It
accommodated a pilot in command and a co-pilot
side-by-side. Its floor was raised above the
passenger cabin floor, so that the shoulders and
heads of the pilots protruded through the roof. The
flight deck could be reached from inside the
fuselage by a ladder.
The Transaereo was taken out of its hangar for the
first time on January 20, 1921, and on that day it
was extensively photographed.
But a number of factors delayed the tests and the
Transaereo was eventually put in the water of Lake
Maggiore on February 9th with its engines running
for trials with just one test pilot.
On the next day, after reconsidering some of his
calculations, Caproni decided to load the bow of the
Transaereo with ballast before carrying out further
tests, in order to keep the aircraft from pitching up
excessively.
More taxiing tests were successfully carried out on
February 11. With the bow of the aircraft loaded
with 300 kg of ballast, the Transaereo reached the
speed of 43 knots and took off for the first time.
During the brief flight it proved stable and
manoeuvrable, in spite of a persisting tendency to
climb.
The second flight took place on March 4 when the
pilot accelerated the aircraft to 60 knots, pulling the

yoke toward himself; suddenly the Transaereo took
off and started climbing in a sharp nose-up attitude;
the pilot reduced the throttle, but then the aircraft's
tail started falling and it lost altitude, out of control.
The tail soon hit the water and was rapidly followed
by the nose of the aircraft, which slammed into the
surface, breaking the fore part of the hull. The fore
wing set collapsed in the water together with the
nose of the aircraft, while the central and the aft
wing sets, together with the tail of the aircraft, kept
floating. The pilot and the flight engineers escaped
the wreck unscathed.
Further damage was inflicted during the recovery
process, but the wreck was eventually recovered.

The possibility of repairing the Transaereo was
remote, however, as only the metallic parts and the
engines were still usable. Caproni eventually
abandoned the project due to its excessive cost,
leaving it only to the pages of history. ♣
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This month’s Mystery Photo is a strange looking hybrid aircraft. Whilst there’s no
record it ever took to the skies, it certainly did ground runs, reaching speeds in
excess of 90 knots. Do you know what it is? Click here to register your answer. ♣

Fuel - By Robert Dungey

They’d been on the road a month when Vladimir went
mad
He attacked the Ukraine ruthlessly with everything he
had
Economies went crazy , markets headed south
It was all bad news for nomads, Angela and Alf.

The price of fuel had rocketed and gone to crazy highs
Every time they saw a price they could not believe their
eyes
Alfy said to Angey “we’d better fill up while we can
The Cruiser gets quite thirsty when she’s hooked up to
the van.”

“We’ll have to head straight home and lay low for a while
We can’t sustain this lifestyle at about a buck a mile
We’re going to need a tankful to get us home tonight
We can stretch our money far enough if I’ve figured it out
right”

They pulled into a Servo and filled both the Cruiser’s
tanks
Alfy also filled two ‘jerry cans’, thinking “this could break
the bank”
But he’d worked it out quite carefully, he had enough to
pay the bill
But he got an awful shock when he went up to the till.

It was thirty dollars more than Alf had figured out
He asked the bloke behind the counter “what’s this all
this about?”
“Mate the price went up while you were filling up and
then…
Bugger me old son….. it went up twice again.”

Alf was in a panic, his credit card was dry
And the prices on the bowsers kept hitting bigger highs

He grabbed the kettle from the caravan, the frypan
and spare wheel
He took them to the counter and tried to cut a deal.

But the price just kept on rising, he cashed in all his
tools
He said “I’m sorry Angey, I’m gonna need your
jewels
The bowser price still beat them, would they be
getting back to Sydney?
The answer was ‘just maybe’ but it would probably
cost a kidney.

In the end they were completely broke, the bill left
them bereft
Alf got a dim sim and some chips with the little he
had left
They had to walk away and leave their car and
caravan
Angey was in tears and Alf a broken man.

Vladimir you bugger… see what you have done?
You’ve made lives miserable for almost everyone
And poor old Alf and Angey got a bill for fifty bucks
The car, the van and everything just wasn’t quite
enough. ♣

mailto:webmaster@theFAAAA.com


Engine Removal
Drop Tank Dropped
Engine Run
Just a Small Engine Fire
The Dreaded CSD Servicing
The Spinning Tractor Tyres
Pre-PAR Engine Run
The Praying Skyhawk
Main Wheel Change
Public Relations Photo Shoot
Aileron Mismatch
Oils Aren’t Oils
T Bird Mats
Gyro Swapping
Donny James and the Ugly Wife
Can you Drown Maintaining
Aircraft
Working on the Flight Line
Engine Trim
Low Power Engine
Bomb Release Trial
Kiwis Can Fly Backwards

One Dark Night
The Lost CSD Key
HowAccurate Is The
RADALT?
Drowning by Fuel (1)
Exercise Sandgroper 82
Pearce and the Cheap Phone
Calls
Detach to Williamtown
Detach to Amberley – What’s in
Store
Fly-aways and the RAAF
Warrant Officer
Delmar Servicing
Air Refuelling Store
Maintenance
Liquid and Gaseous Oxygen
The Banner Tow Target
Stores Support
Gunnery Target Towing
Test Flight
Delmar Target Tow
J52 Engine Support

A4 Support - G Meter
J52 Support – Qantas
Launch the Tanker!
Remote Maintenance - 887
Liquid Oxygen Plant
Skyhawk Support – AED
Testing the Catapult - Chloe
N13-886 Lost at Sea
Drowning in Fuel (2)
Suez Canal Panel Repair
Aircraft Operations off the
Melbourne
Engine Change While at Sea
Regarding RIMPAC 78
My Life at Sea
Crash Objects Recovery
TA4 Crash and Visitor
TA4 Crash – FCU
My Journey from Recruitment
to Skyhawk Maintenance
The Tracker Hangar Fire
Ray Martins Visit to Albatross
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The A4 Book is starting to come together and is a viable project now, but we still need
your input.
So, if you flew, fixed, armed, fuelled, polished or pushed the aircraft, or rode in the
backseat of a T-bird, or talked to the pilots in any capacity, or even just thought A4, you
will undoubtedly have a story to tell and we’d love to hear it. But time is running out.
David Prest and Peter Greenfield are the collaborators on this project, so simply tap out
your story in your own words, and send it to either one of them via email.
The proceeds from the book will be assigned to the Naval Aviation Museum, so you’ll be
helping preserve our heritage too - so DON’T IGNORE this appeal...act now.
A list of the topics we’ve received so far is below: you can add your spin to one of them, or
chose a subject of your own. ♣

mailto:davidmprest@gmail.com
mailto:purpsg@gmail.com
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SEA
KING
DOWN!

By FSMS Anthony Bathe
On Sunday 13 April 2003 the Sea
King embarked in HMAS Kanimbla,
callsign Shark 07, suffered a
catastrophic failure of the No 1 Input
coupling while conducting a recce of
the AL Faw Peninsular. The aircraft
was successfully recovered by the
good work by both pilots LCDR
Moggach and LEUT Kimlin. The full
detail of this incident is detailed in a
Touchdown Magazine Edition issue 2
August 2003 and is titled A quiet
Sunday afternoon over IRAQ.
After harrowing events flight 07 made
a single engine running landing to a
car park in the port facility of Khar Al
Zubair in Iraq, which, for the less
travelled, is located approximately half
way between Umm Qasr and Basra.
At the time it was a Forward Operating

On Sunday 13 April 2003
Sea King Shark 07
suffered an un-

commanded engine shut
down that left the aircraft in
a precarious position, and
the maintenance crew with a
logistical nightmare.
Here is the story from two
perspectives, as told by
Anthony Bathe, the FSMS,
and Paul Moggach the Flight
Commander.

Base held by the British Marines and elements of the
Coalition Forces, including element of the Royal
Navy, US Forces and Royal Australian Navy
personnel from Clearance Diving Team 3.
The subsequent repair in field was extremely
challenging with the aircraft remaining ashore for 16
days. It required a significant maintenance effort by
flight personnel, but also outstanding assistance by
the Seahawk Flight embarked in HMAS Darwin;
Royal Navy’s 845 (Sea King) Squadron, Clearance
Diving Team 3 and Logistics support staff in theatre.
Finally, the support provided in Australia from 817
SQN, NASPO and the logistics support provide to
transport approximately three air transportable
pallets to the MEAO was a tremendous feat by all
those involved.

Shark 07 in Az Zubayr dockyard. The single-engine landing had been
performed on the roadway behind the aircraft. Here, it is positioned ready for
its first test flight with two engines and a Main Rotor Gearbox replaced.
Astonishingly, it only required two test flights before it was fully serviceable:
the first covered 99% of the schedule and the second only to adjust the rotor
rpm in autorotation – a truly great effort for a small teamworking in the field.
(Anthony Bathe).
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I first became aware of the incident at about 1130
that morning when I was piped to contact OPS
room, where I was briefed by the Principal Warfare
Officer (PWO) that the Shark 07 had made a PAN
call having suffered an ECU shutdown while over
the AL Faw Peninsular. The OPS staff were
extremely busy, as in addition to the PAN situation
they were also busy coordinating Force Protection
as Kanimbla was in the upper most region of the
NAG.
At that stage we did not know where the aircraft
was, as information was trickling in via real-time
chat, but we eventually received information from
HMAS Darwin and HMS Marlborough that the
aircraft had landed safely – but no indication
where! We had been given what looked like a map
grid reference, but I was completely unaware of
the location of coalition forces ashore, due to
Operational Security (OPSEC).
Having at last fixed the position of Shark 07, the
next stage was to organise transport to the
location. We had two other RAN ships operating in
our area: Anzac and Darwin, both of which had
embarked Seahawk flights so they were a possible
option. Discussion with the OPS staff revealed that
Anzac was on a port visit, however, and Darwin’s
Seahawk had been tasked with logistics duties
and was not due to return later on in the evening
from Bahrain. As no further viable options were
available, our maintenance personnel had no
choice but to play the waiting game.
The next step was to come up with a plan based
on the limited information available, and we went
through a number of possible scenarios with the
POATA “Bluey” Gannon and LSATA Frank
Green. These were an Engine Change Unit (ECU)
failure, which suggested the problem may have
been caused by a fuel computer, over speed trip
governor, FOD or fuel system.
The next important stage was to brief command on
possible situations. Based on the limited
information we had I suggested that the ECU may
require changing which would take up to two days
as we had spare parts onboard carry out this type
of rectification.
The other possible scenario was the freewheel
unit. Repairs in this case would be a major task as
it would require a Main rotor gearbox change,
which would take in the order of 1-2 weeks on
receipt of stores. Command asked how long it
would take to get a gearbox and all the required
associated support equipment in theatre. From my
experience with other Flights operating in this
area, I stated it could take a week or two.
After the command briefing, I continued to chase
up if an aircraft had become available for
transportation of the maintenance personnel
ashore, but there was none.
At approximately 1500 I received an update from
the Flight Commander detailing the incident and
that they had received support from 845 SQN
(Royal Navy) and CDT 3. One of the 845 SQN
maintenance Chiefs had examined the aircraft and

By Flight Commander, Paul Moggach
We were conducting the recce for the Australian
Clearance Diving Team 3 who were conducting
explosive ordinance disposal in the Al Faw area. The
flight profile involved a number of low level passes
within 1 nautical mile of the Northern shore of the Al
Faw peninsula. This was being conducted at 50-70
knots and between 100-200 feet. The helicopter was
transitioned into a low (40 feet), slow (20 knots ground
speed) pass along any suspect ordinance locations
so that the embarked divers could assess the site. We
were about 1.5 hours into the sortie and had made
significant progress down the peninsula when I saw a
large pile of mortar rounds lying on the ground near
our flight path. I rolled the Sea King into a 30° angle of
bank turn to the left and started to descend aiming to
position the helicopter so that the divers could identify
the type of mortar round.
The helicopter was about 210° through the 360° turn
when things started to go pear-shaped. At about a
height of 40 feet and 30 knots airspeed, I heard an
annoying whirring sound from above my head.
In the time I had to think, “what the hell is that?”
number 1 engine rapidly shut itself down leaving us in
a rather unenviable position.
Landing is normally the option that would be taken in
these circumstances however it all depends on the
nature of the surface you intend landing on – in this
case the surface was a soft sandy, muddy texture
covered with berms and levees making the required
running landing impossible. I was too low to effectively
slow the aircraft into a zero-zero landing. The other
thing that I vividly remember was that our likely
landing point would have been in the exact location of
the mortar rounds. The landing would have certainly
been spectacular! That left me with only 1 option – to
fly away.
The advanced transition technique, which I normally
have trouble remembering for the annual check ride,
suddenly became crystal clear in my head. I knew
what the loud bang was as soon as I heard it.
The sound of the failure followed by the unmistakable
sound of the engine winding down did not require a
2nd opinion. I made the ‘war cry’ of “Torque Split, Call

Nr” to which the P2 responded with the numbers I
needed.
“96, 93, 91, 91”, he called as the rotor speed fell well
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below the normal 102.8%. I don’t recall how much
collective I had pulled in but it was enough to get the
remaining engine topped out while the Nr drooped
to 91%. The P2 recalls seeing the number 2 torque
up around 130%. That engine had been a dog
during this deployment but was now working its
heart out. Through all this, 91% Nr is the minimum
figure for safe flight and is the number that stuck in
my head.
Decision time – will she keep flying or are we still
going down? With my eyes on the horizon and the
Nr stabilising at 91%, we managed to level the
aircraft. The P2 remembers the airspeed wavering
around the 25 knot mark, barely enough to
continue. In this scenario there are 3 figures that all
Sea King pilots will have had thumped into their
heads during their training – 40 knots, 100% Nr, 65
knots.
We had levelled the aircraft at about 10 feet above
the ground and were slowly flying over the many
levees and berms that line the peninsular foreshore.
I gently trimmed the aircraft forward and hoped that
we didn’t descend too much.We were still about 45°
out of the wind but a turn in this situation was not
viable. The airspeed very slowly increased and
finally hit the magic 40 knot figure – things were
finally looking up! Next target is 100% Nr. The only
way to increase the Nr in such a situation is to lower
the drag on the blades, and the only way to do that

is to lower the collective. I can guarantee that this is
not a natural thing to do when you are flying just 10
feet off the mud but it does work. There is the added
bonus that a faster rotor speed brings and that is
greater lift. The end result is that I lowered the lever
and climbed about 20 feet. So far, So good. Next
target 65 knots.
This is the easiest of the 3 targets to achieve but still
requires a little finesse. I gently eased the cyclic
forward and let the airspeed creep up to 65 knots,
trading the newly achieved height for speed. At 65
knots and 100% Nr the aircraft was finally in safe
flight and we could commence breathing again.
We subsequently worked through the check list
actions and even attempted a restart on the number
1 engine. The start was successful but the Nf over
ran the Nr indicating a severe disconnect between
the engine and gearbox. We secured the engine
and made a decision to land at the port facility at Az
Zubayr, just 18nm up the river. Our ship was over
30nm away and as tempting as it was to head home
to mother, it just wasn’t a viable option for a single
engine landing. We knew that there was a Royal
Navy forward operating base at Az Zubayr and that
they had a Sea King Squadron in residence. was
also a large concrete area that was suitable for the
requisite running landing.
We went through the checks and eventually
conducted a safe landing. ♣

suspected that the freewheel unit was U/S. He also
advised that the crew and passengers were to be
flown back to Kanimbla later that evening in a Sea
King from 845SQN.
When the RN aircraft landed on Kanimbla the flight
maintenance personnel were keen to find out what
had happened, and the gravity of the event
immediately became clear by the demeanour of the
crew.
The Aircrewman, Leading Seaman Jeff Weber,
spoke to me and said they were close to “spudding
in”. The Observer LEUT Bradley also stated they
were close to “pancaking into the AL Faw peninsula”.
The Petty officers and I were then briefed by the Flight
Commander, LCDR Moggach, who was the flying
pilot at the time. He explained in vivid detail what had
happened: that the No 1 engine had shut down in
flight during a low-level pass near a stock pile of
unexploded ordnance, which was suspected of being
from the IRAN/IRAQ war. The crew were able to
effect a recovery and fly approximately 30 miles to the
port facility where a single-engine running landing
was carried out. The RN maintenance crew
preliminary assessment was the free wheel unit had
failed. This was able to be confirmed as the number 1
ECU could be rotated by hand in both directions
indicating the ECU was no longer mechanically
connected to the main rotor gearbox (MRGB).
A small maintenance team headed by PO Scott
Wake were then immediately sent on the return flight
of the RN Sea King, to conduct AFI inspections and
determine the feasibility of recovery of the aircraft. I

later found out that the crew should have never
gone ashore without being correctly force prepared
which included escape and interrogation briefs.
The planning then started in detail and the myriad
of reports, signals and emails that had to be sent. I
also called the Squadron by voice to advise them of
the incident, but due to operational security was
unable to disclose the actual position of the aircraft.
The maintenance crew returned the next day and
briefed the flight on the feasibility of conducting the
recovery of 07. The good news was that 845 SQN
were eager to assist in whatever way they could
and had even requested a number of items of
ground support equipment from HMS Ocean.
My preliminary diagnosis was that the MRGB
required replacement based on the initial
assessment by RN personnel, backed up by the
assessment by the Flight’s maintenance personnel.
NASPO agreed with my decision and advised they
were pulling out all stops to supply the required
spares equipment necessary to successfully
replace the MRGB and the ECU.
For the next day or so we waited until confirmation
of the arrival of stores but also had to gain higher
approval for the maintenance personnel to proceed
onto Iraq without the appropriate force preparation
training.
On the 16 April, three days after the incident, the
advance party of Flight maintenance personnel
proceeded ashore in an RN aircraft. There were
two flights scheduled to depart that day – the first



FLYBY NEWSLETTER Page 15

for the maintenance personnel, and the second flight
to collect CDT3 after a few days of luxury onboard
Kanimbla. The Met brief advised there was a strong
chance of a Shamal or dust storm later that afternoon,
however, so the second flight was cancelled. The first
RN Sea King was therefore loaded up to I would con‐
sider maximum capacity with maintenance personnel
and CDT 3, together with some of our equipment. I
recall the aircraft was heaving to get off the deck and
gain forward momentum and blade coning was in ex‐
cess of anything I had seen or felt before. I also re‐
member hearing over the intercom that the pilots had
observed a significant MRGB over-torque while de‐
parting Kanimbla’s deck.
The flight ashore was uneventful for the first 30 min‐
utes, but the expected Shamal arrived early and the
aircraft had to operate in a 40/40 configuration. I did
not know what the crew were talking about initially
however the aircraft slowed to 40 knots and reduced
height to 40 feet due to the limited visibility in the dust
storm. The crew then weaved the aircraft using the
waterway as a major reference to navigate to our des‐
tination. The bonus was we got to see vessels and
equipment that were destroyed from the First Gulf
War but I recall we also had to dodge structures such
as houses, power poles and wires. The flight took
ages and was the most intense flying I had ever expe‐
rienced. The aircraft landed at the facility with few per‐
sonnel feeling a bit worse for wear with airsickness,
including myself.
The storm then passed and we were greeted by a
less than friendly pack of rabid looking dogs who were
eying off the fresh sandwiches kindly supplied from
Kanimbla. The team commenced removing the
blades and planned to then move the aircraft to a

more suitable location which, after a quick recce, was
determined to be on a section of the wharf. Prior to
commencing the move it was decided to undertake a
survey of the route to ensure that the road which had
railway tracks weaving throughout had sufficient load
carry capacity and width to allow a Sea King to be
moved to the new area.
Once the planned route was established we borrowed
a short wheel base Land Rover from 845SQN and a
towing arm to move the aircraft from the car park to
the wharf where the aircraft remained for approxi‐
mately the next two weeks.
The next day the advance party undertook mainte‐
nance in preparation for a gearbox change, removal
of both engines and the replacement of No 2 engine
in anticipation of the serviceable gearbox arriving from
Australia. NASPO had requested an inspection of the
input coupling be carried out as this was the main sus‐
pect of the cause. This inspection did indeed reveal
that the No 1 input coupling had failed, as it showed
heat stress and when rotated was found not to inter‐
nally connect as per a normal coupling. The coupling
was packaged and sent immediately to Australia, and
proved crucial in the investigation process.
The only oversight from this was that during the re‐
moval of the Input coupling that the MRGB housing
was not inspected to ascertain if there had been any
secondary damage.
The next day the remaining maintenance crew mem‐
bers were shuttled ashore using the Seahawk from
Darwin flight, which also load lifted the tool kits and
test equipment. I recall the Flight Commander (LCDR
Frost) in the back of the aircraft monitoring the load
on the FLIR camera, remarking on the frustration of

Above. Shark 07 with engines and gearbox removed at the port facility at Az Zubayr, Iraq, following an input coupling failure in
flight. The repair was carried out over a period of some two weeks in extreme conditions. (Defence Image).
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having to do an underslung load as the S70B-2 was
limited to 80 Knots in that configuration.
The maintenance personnel meet up with the ad‐
vance party who had made significant progress, and
we then received a brief from CDT3 and shown our
place to rest (a tent) for the next few weeks. We were
also advised on the security aspects, alarms and
muster points as there was still a threat of chemical
weapons in theatre. Prior to boarding any flights, we
were also issued with a weapon and spare maga‐
zines, Kevlar body armour and helmet. After a few
days the NBCD threat became non-existent but we
were still required to carry around the helmet and ar‐
mour for a few more days before this was relaxed and
only weapons were required.
I recall one of the lads was quite anxious about the
fact he had to carry a weapon – he didn’t say much
but I presumed he had minimal exposure to it at re‐
cruit school and the odd guard. I explained that he
shouldn’t worry as there was a large contingent of
British Marines who love a fight and if he or I had to
put a round up the spout we would be in a world of
hurt.
The accommodation we had was a standard issue
green tent kindly loaned to us by the CDT3 We each
had a stretcher and all our kit placed under the
stretcher, and after a day’s work in the heat we all
slept like babies. On one particular night we were
treated to another Shamal which whipped up while we
slept and the tent felt like it was about to be blown
away. LEUT Kimlin woke me expressing his concern
but I told him it would be fine and went back to sleep.
While ashore we were utilising the supplies that the
CDT 3 had as in MRE and the Australian Ration
packs, we also got the ship to supply BBQ packs con‐
sisting of meat bread sauces and onions which we
kindly supplied to the 845SQN. This was the least we
could do given all the help they had provided with the
use of GSE, including a power cart during the early
stages.
We also organised the same BBQ pack for the CDT 3
as they had a freezer and the troops were thankful for

our generosity. Unfortunately, the WO of the team
was less than happy as we had not received permis‐
sion from him. However, we still managed to have a
few BBQs as we were getting bored of the same rat
packs. The only drawback with the BBQs was that the
local dogs smelt the BBQ meat they would hang
around hoping for a morsel. One evening we forgot to
dispose of any rubbish and later on that night there
was a massive dog fight after the food left in the bag.
We were sternly warned by the WO of CDT3 not to do
that again as a member of the coalition forces could
have been attacked.
We even swapped our ration packs for the RN ones
which had baked beans and exquisite desserts such
as treacle tarts. It was a win/win situation as the RN
were bored with the same meals.
Good Friday occurred while we were ashore we were
luckily enough to get a supply of Easter eggs from our
family and friends in Australia.
The maintenance continued at a steady pace. We
started work early in the day while it was cooler, al‐
though the location we had placed the aircraft gave us
natural air conditioning off the river and relief from the
blazing sun with adequate shelter.
Late on the 21 April we finally received the stores from
Australia which I recall were in three air-transportable
pallets. These had been off-loaded in Bahrain and
brought by road to the final destination. Maintenance
then continued at a good pace as personnel were
keen to get back to the ship due to the conditions.
During the removal and installation of the gearbox
CDT 3 commandeered a crane from the port facility,
and this came in handy as it was also used a trans‐
portation around the port. On the 23 April the flight
hosted a BBQ with the Junglies which included a
game of cricket. The only drawback was we did not
have a ball so in lieu we used a toilet roll wrapped in
masking tape. The Aussies won the match and the
BBQ was well received by the RN.
The good progress of the maintenance was placed on
hold waiting for an urgent delivery of a new pair of in‐
put couplings from Australia. On the day prior to AN‐

ZAC Day the majority of the
crew then returned back to
Kanimbla for some well-de‐
served R&R and to partake in
the services planned onboard
with CDF and the Minister of
Defence. There were limited
spots available on the flight
back so myself and two others
remained behind to look after
the aircraft and continue with
maintenance.
On ANZAC day the remainder
of the Flight and I attended the
dawn service host by CDT 3
which had a number of atten‐
dees from the various units
station in the Port. On comple‐
tion of the service there was a
BBQ breakfast then in the af‐
ternoon a game of touch foot‐
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ball – CDT3 plus the Birdies versus the offi‐
cers of the Royal Marines. This was a fierce
competitive fixture with the CDT 3 winning in
the end.
The maintenance team planned to depart the
ship on 26 April, but this was delayed until the
following day and they were treated to an
eight-hour trip in an LCM8. It was made worse
by the bitter cold during the night, and in an
attempt to stay warm a number of personnel
donned NBCD suits.
By 28 April the majority of the maintenance
was completed and the aircraft was moved
back to the car park to install the blades and
carry out all the required preparations post
such an intensive maintenance evolution.
Late on the 29 April after a morning of ground
runs and one maintenance test flight Shark 07
returned to Kanimbla FMC. The following day
Shark 07 returned to pick up the flight stores
and equipment plus return the support equip‐
ment to 845 SQN who had now moved north
and were now operating out of Basra Airport.
Post script
We did have our setbacks – for example, a
lost tool. I suspect it had been gathered up in
the multitude of rubbish we generated from
having to eat “Rat packs”, and ended up in the
bottom of the burn bin where it was eventually
found. There was also a type of grease we
didn’t bring with us from the ship however we
did manage to borrow a tube off the Junglies
before they departed to Basra.
Of significance the previous year (2002) while
07 was at NAS Nowra there were a number of
unscheduled major maintenance activities,
which I recall included two main rotor gearbox
(MRGB) changes within a short period of
time. The Flight were unaware they were
practising for the future MRGB change in
IRAQ in April the following year!
Of significant note on return to Australia and
back at 817 SQN LEUT Kimlin, who had
been the co-pilot on the uncommanded shut‐
down of Shark 07, heard a strange noice
whilst starting another aircraft. The aircraft
was shut down and returned to maintenance,
and after a great deal of debate he surmised
that the input coupling was at fault as the
noise was remarkably similar to the noise he
had heard prior the failure of Shark 07.
Both ECUs were removed and the input cou‐
plings were inspected, with the port coupling
showing evidence of overheating. The front
frame was then inspected and also showed
signs of overheating. Maintenance personnel
then noticed particles on the oil jet above the
coupling, which appeared to be blocked. This
incident led to additional monitoring of all input
couplings to ensure that no further failures oc‐
curred. ♣

About the author:
Anthony Bathe was the FSMS Chief Petty Officer Aviation
Technician Avionics, or the head of the aviation mainte‐
nance personnel of HMAS Kanimbla Flight at the time of the
above incident. He joined the RAN in Jan 1982 as an ap‐
prentice and discharged in July 2006. The majority of his 24
years of service was on the Sea King, including to a number
of Ships flights and detachments. After a six and a half year
stint as a public servant working at NASPO supporting the
Bravo, he re-joined the RAN in Jan 2013.♣
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Free Rapid Antigen Tests
Don’t forget that Veteran Card holders can
still get free COVID-19 rapid antigen tests
from participating community pharmacies
across Australia.

Gold, White and Orange Card holders can
access up to ten tests over a three-month
period, to a maximum of five tests per
month.

Veterans will need to attend a participating
pharmacy in person and present their
Veteran Card to receive the free tests,
noting the limit of up to five tests in any
month.

For the full story, visit the DVA website. ♣

We are all familiar with Draken
International, a US based company that
provides air combat training for the USAF,
but it would seem there’s a new player in
town.
Huntington Ingalls Industries (HII)
completed the first contractor-owned,
contractor-operated (COCO) air combat
training mission with the U.S. Air Force in
Europe.
This training represents a milestone for contracted adversary air training outside the United States and
enhances the training readiness for U.S. Air Forces in Europe/Air Forces Africa (USAFE-AFAFRICA), the
company said in a release today.
Over a 16-month period leading up to the air combat training mission, HII architected the training program and
facilitated the coordination of all operational components with European governments, regulatory agencies and
USAFE-AFAFRICA. The air combat training program enables U.S. Air Forces in Europe to evaluate training
effectiveness, suitability and interoperability of contractor-operated air training for U.S. forces in the European
theatre. COCO training support remains a key option that is cost effective for the U.S. government, while
maximising training and extending the service life of combat equipment.
Teaming partner Top Aces, Inc., a global leader in air combat training, provided adversary air support by flying

the contractor-owned, contractor-operated
Douglas A-4N Skyhawks.
DefenseWorld.net ♣

https://www.dva.gov.au/newsroom/latest-news-veterans/free-rapid-antigen-tests-veterans
https://www.faaaa.asn.au/heritage/heritage-mcdonnell-douglas-a4-skyhawk/the-draken-story/
https://www.faaaa.asn.au/heritage/heritage-mcdonnell-douglas-a4-skyhawk/the-draken-story/
https://www.topaces.com
https://www.defenseworld.net/news/31505/HII_Completes_1st_Contractor_Owned__Contractor_Operated_Air_Combat_Training_Mission_with_U_S_A_F_?fbclid=IwAR3rX9JxHKKfFH0VUGzHUB_7eVlnsdt1ClN4oYfWM2nSNMooERHVoBd0hm0#.YiPHiy8RosN
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Here’s a bit of interesting history.
On 10 April 1978, while engaged
in exercise RIMPAC, a United
States Navy Sea King helicopter
operating off the Canadian tanker
HMCSProviderAOR 508 made a
‘mayday’ call because of a low
fuel state.
Despite being tasked with re‐
maining with the main body,
HMNZS Waikato (F55) pro‐
ceeded at best speed in the direc‐
tion of the distressed helicopter.
Contact with the aircraft was
made and the pilot Lieutenant
Commander James Bateman
was informed that Waikato was
prepared to accept it onboard if
he so wished.
The pilot opted to attempt to land-
on, despite the less than calm sea
conditions and the relatively small
flight deck for the big helicopter.
His only other option was to ditch
in the sea, which would almost
certainly have led to loss of life. In
a skilful piece of flying the heli‐
copter landed on board with less
than 30 seconds of fuel remain‐
ing. The Commanding Officer of
Waikato, Ian Bradley, was cau‐
tioned by the Naval Staff for his
actions in putting the ship at risk
from a serious accident. For sav‐
ing the crew and the aircraft the
ship was given an award from the
U.S. Navy.
With thanks to Michael Storrs. ♣

Construction begins on Nowra
Veteran Wellbeing Centre

In early January, Minister for Veterans’ Affairs
and Defence Personnel Andrew Gee was on
site at the Nowra Wellbeing Centre’s perma‐
nent home to turn the first sod and officially
launch construction works.
Once construction has finished the site will of‐
fer a new, purpose-built facility that will provide
a range of health and wellbeing services for
veterans and their families in the region.
The new permanent facility is expected to be
operational by mid-2022.
For the full story, visit the DVA website. ♣

PART 3 of Steve
Bond’s iconic collec‐
tion of tales of RN
Fleet Air Arm people
is due to hit the
streets in June, and
you can buy it
though the “Navy
Wings” site on line.
The book follows the
theme of its prede‐
cessors - that is, a
collection of stories,
dits and recollec‐
tions by folk of the
era. Volume 1 cov‐
ered Air Defence
Fighter Aircraft since
1945 and Vol. 2 em‐
braced Strike, Anti-

submarine, Early Warning and Support aircraft, also
since 1945.
Volume 3, as depicted above, will cover Rotary Wing
and is sure to be a cracking read for anyone involved
in that time, or who has an interest in it.
Cost is ₤25.00 plus shipping, and you can pre-order it
here. ♣

https://www.dva.gov.au/newsroom/latest-news-veterans/construction-begins-nowra-veteran-wellbeing-centre
https://shop.navywings.org.uk/products/fleet-air-arm-boys-vol-1-fighter-aircraft-since-1945-author-steve-bond?variant=39644838297703
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In our last edition we featured a letter from
Ray Godfrey entitled “Where’s Wally?”,
telling the story of how the crew of Wessex
814 managed to nearly land on a foreign
warship during a night exercise off the coast
of Malaysia.

Kim Harris has kindly forwarded a photo of
the said aircraft in more recent times, minus
some vital bits, in front of the Moorabbin
Aircraft Museum. Nice to see that its not lost
any more. ♣

SEEN AROUND THE TRAPS
In mid March Commodore David
Frost, the new(ish) Commander Fleet
Air Arm, dropped into HARS to chew
the fat and examine the Naval Heritage
collection. He was also able to take
part in the ground running of Tracker
844, which is being prepared for Flight
(see next page).
Needless to say, we’re delighted to see a COMFAA
take interest in our heritage again! (HARS image) ♣
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[1] A long-awaited Landing Gear Retraction Test with pilot Owen Nicholls and Mal Alexander sorting out one of the two hand-operated hydraulic jacks on each side of
the aircraft. [2] HARS leading aircraft electrical engineer Joe Lautier (L) dropped by to arrange a check of the Tracker’s altimeter twith Garry Holloway, Keith Boundy
and Owen Nicholls. [3] And a welcome back to ex-RAN Tracker engineer Steve Parry, a long-time HARS member who is now clear to spend more time down at HARS
from his home on Sydney’s North Shore. [4] Greasing up the rear wheel mechanism saw some real acrobatics from Owen looking for the grease point as Garry
advises. [5] And a warm welcome back to Keith Boundy(centre) [6] And on a drizzly Saturday afternoon, another engine test, taxi & wingfold before an almighty deluge
that’s marked recent times at HARS, Albion Park, NSW. (All photos by Howard Mitchell). ♣

5 6
Readers who missed out on
ordering a few ‘Fly Navy”
stickers can still do so, and
it’s easy!
Simply fill out the little form
here, click on the ‘submit’
button, and wait for the webmaster to send you payment details.
Once paid, your stickers will arrive in the post shortly afterwards.
The prices are: $1.50 per sticker for orders up to five, or $1.30 per sticker for six
or more. Minimum order is five. Post and packing is included in these prices.
So, for example, if you order 5 the total price is $7.50, or $13.00 for ten. ♣

CAN YOU HELP?
Nick Stewart recently donated two
functional altimeters to Terry
Hetherington, Tracker 844’s
Senior Maintainer. They will
certainly help keep 844 airworthy.
Can you assist with any donations
of your time, money or bits and
pieces? If so, please contact
Michael Hough. ♣

https://www.faaaa.asn.au/news-views/fly-navy-stickers/
mailto:mhough5@gmail.com
mailto:mhough5@gmail.com
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It takes just over two years to train a helicopter pilot
in the Royal Navy to a co-pilot standard in an
operational squadron. I was commissioned in early

1963 after eight years before the mast, four of which
as an Aircrewman. I joined my first squadron in June
1965 and embarked on Ark Royal for a planned 13
month world cruise.
In an ASW squadron solo flying is very limited and
always with an Observer. In those days the RN
suffered from over-control of its aircrew and it was not
until early 1966 that I was given first pilot status, still
with an Observer in command. Unlike our Commando
brethren, who seemed to relish more freedom and
were better pilots for it.
This backdrop is a necessary introduction to the story
I am about to unfold.
After an amazing trip around the world, which
included visiting Australia twice, we ended up in the
North Sea, offloading the fixed wing squadrons and
preparing our Wessex for the Commando role. Taking
out all the ASW gear and fitting troop seats and
rappelling gear in the back. Our Observers and spare
pilots were disembarked, leaving the squadron with
one pilot per Wessex.
Great, we remaining pilots thought, some real flying at
long last! We were to disembark and take part in a
major Commando exercise with the RAF and
Marines, across the length and breadth of England
and Wales. Not-withstanding the fact that we had
been away from the UK for 13 months and could not
see our families until after the exercise was complete
in a further three weeks time, we were raring to go.
Our families had no idea that we were operating in the
UK – all part of the ‘Cold War’.
We disembarked to Dishforth, an old Air Force base
in the Midlands, in the middle of nowhere! We pitched
our tents and set up camp. Flying commenced
immediately, and we were sent off in pairs with an
engineer and a couple of commandos, to hide our
Wessex along the perimeter of woods from the bad
guys who were opposing us, and to practice in-field
refuelling from 44 gallons drums with a hand
pump...... All very new to us.
Halfway through the refuelling process we were
attacked by ‘enemy’ tanks, approaching at full speed
from across the field. In a rush of blood I secured the

fuel and yelled ‘they are not going to capture me’. I
jumped in, started up - no checks, and airborne.
Escaped! Unfortunately, the cloud base had
decreased and at 200 feet I climbed into dense cloud.
My ASW instincts came into play, having done
mountains of night flying. Unstabilised, no radio and
no instruments set up I managed to sort things out in
the climb, and popped out of the cloud at 6000 feet. I
sent out a PAN and did an ADF back to the base. I
was very lucky.
The next day I was nominated to fly an RAF Air
Marshall out to Ark, which was still in the North Sea,
steaming south to disembark munitions before a
major refit in Portsmouth (to prepare for the
Phantom). My first real jolly – a ‘jolly’ being any trip
other than ASW.
Briefed, weather, frequencies, ships last known
position (radio silence), and we strapped in with the
AM alongside me. I climbed to 5000 feet and headed
off. After 30 minutes the AM, looking down, asked
what the big town was down there – as it should not
be there! It turned out to be Liverpool....
We had been flying west instead of east – we were
going the wrong way. I had enunciated my main
compass 180 degrees out on start up. I did not check
it against the magnetic compass, as I should have. I
could have crawled into my goon suit, and oh, how I
missed my Observer or Aircrewman.
There was nothing for it but to find base camp (which
was on the move) and go back to re-fuel. The AM was
mad as hell and jumped out on shut down yelling what
an idiot I was to all and sundry. The CO came out to
find out what was up. The AM told him he still needed
to get to Ark but would not fly with me as I was not
qualified to fly a VIP (the Air Force have a strict batting
order to fly VIPs). The CO told him it was me or
nothing as all his pilots were tasked and the Air Force

Learning

From
Experience
By Mike Lehan
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pilots had done their eight hours duty and had gone
back to their hotels for a rest..... (we were sleeping in
tents).
We eventually got airborne and found Ark and landed
on. As the rotors were shutting down a hydraulic jack
in the rotor head broke its seal and spewed fluid all
over the Flight Deck. The AM was out and stormed
up to the bridge to see the Admiral and told him what
an idiot I was. The Captain was overheard to say ‘it
seems that had you flown much longer you would not
be standing here’. I was called up to the bridge and
was greeted by our very friendly captain, who’s only
concern was to get the Wessex off the ship before
they got to the munitions barge.
So, here I am on my own, no engineers and no gear.
Our engineers had all disembarked. Fortunately, the
Whirlwind SAR Flight groundcrew were still on board,
and they were old mates of mine from my time as an
Aircrewman. Some were also qualified on the
Wessex. We searched the stores and found a
replacement jack and we spent the night cleaning up
and refitting the jack. It was an all-nighter on the Flight
Deck. After a successful test run I was airborne at first
light. The ship had no idea where the squadron was
so I headed for RAF Manston in Kent, for fuel and to
try and establish where our little war was at. ( I had
only one chance of an internal start). No contact, so
headed for Yeovilton, where I knew they could
externally start me. The squadron were now operating
on the Brecon Ranges in Wales, so off I went. By the
time I got there the exercise had finished and the
squadron were off to Culdrose in Cornwall.
I learned more in those four days than I did in the 13
months on Ark, where I became an expert at night

flying and deck operating with all sorts of ships, but
always with a crew. It was obvious that the AM was
right, I was only half trained.
That experience has never left me. It was a rude wake
up call. In later years when I was a Trapper, and
checked out squadron pilots, I was always mindful of
my own mistakes when growing up in the aviation
world.
In Australia, we had more freedom as pilots. I landed
on Pigeon House Mountain and crashed in the bush
as a result. Go figure! ♣

Navy Tradition
The grizzled old Ordnance Chief was really
chuffed when his grandson joined the Navy
and finished up serving alongside him. He
taught his grandson all the ropes about life in
the Senior Service.
One day, whilst chatting to his grandson, he
suggested to him that if he wanted to live a
really long life, the secret was to sprinkle a
little gunpowder into his porridge each
morning.
The grandson did this religiously and lived to
the age of 103.
When he died, he left behind 14 children, 28
grandchildren, 35 great grandchildren and a
four metre hole in the wall of the
crematorium.
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By the time the next issue of The Pioneer maga‐
zine hits the news stands Sydney will have suit‐
ably marked the 90th anniversary of the open‐

ing of the Sydney Harbour Bridge ... and presumably
so will our club, for we do hold one of the three arte‐
facts inseparable from the occasion: the portion of rib‐
bon slashed by Irish- born paramilitarist Captain
Francis De Groot to upstage Premier Jack Lang on
19 March 1932.¹
The scenario of De Groot’s unofficial “opening” of the
Bridge is well known. Less so are some of the back
stories and byways of the event.
The New Guard’s Eric Campbell had promised that
Lang would not be allowed to open the Bridge, but the
idea of how to make good on the threat apparently
came at the last minute from a cartoon published in
the irreverent journal, Smith’s Weekly, just two days
before the scheduled opening. That left not much
time to assemble the essential props for the coup de
main. De Groot could wear Campbell’s ex-AIF tunic
and, being an old cavalry man, still had his World War
1 sword ... but a cavalry man needs a horse, and in a
hurry. One was found, at Turramurra, and the owner,
a Mr Reichard, was willing to lend it, but the horse re‐
quired shoeing. De Groot took it to a farrier on whom
he impressed urgency by telling him it was “needed to

assist in the Bridge opening ceremony.”² (The audac‐
ity of this explanation channels Ned Kelly, also of Irish
descent, who during the Jerilderie raid while dis‐
guised in police uniform, had two of the gang’s horses
shod by the unsuspecting local blacksmith, and then
brazenly charged the cost to the NSW Government.)
As always, conspiracy beliefs abound. Just as there
are some who still claim the 1969 moon landing was
staged on the back lot at 20th Century-Fox, so there
survive those willing to argue that De Groot did not
actually cut the ribbon at all (a contention twice pro‐
pounded in recent years at APC lunches) and that the
military and/or the police knew in advance of the stunt
but, each for their own reasons (respectively, to em‐
barrass Lang or to impress him), let it go ahead. In
1972 Walter Hamilton reconstructed his experience
of the Big Day 40 years earlier, where he had been
present as a junior reporter on the Sydney Sun.³ He
resurrected the belief, supposedly “freely” held at the
time, that Superintendent William Mackay, who
dragged De Groot from his horse an instant after the
ribbon was severed, “knew it was going to happen,
and made certain he was on the spot when it did, so
he could put De Groot in the Reception House as a
lunatic and earn the gratitude of the Premier, with the
[Police] Commissionership as his reward.” Hamilton
also questioned whether De Groot actually cut the rib‐

Ninety years ago one of our most iconic landmarks was
opened in a blaze of controversial drama. John Lanser,
from the magazine “The Pioneer” tells some of the back

stories and byways of the event.
Image: Wikipedia

SydneyHarbourBridge Mar32to Mar 22

General Interest
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bon: he “didn’t think the sword hit the ribbon and [still
didn’t] think so.” He “[felt] it was the [rearing] horse
hooves” which did the damage.
It is always a shame to negate a narrative of intrigue,
but evidence given at De Groot’s prosecution dis‐
penses with the ribbon cutting doubt. Edward Davis,
a Public Works Department employee, deposed that
on the day “it was my duty to collect the ribbon after it
was cut ... I saw De Groot charge on his horse to the
ribbon ... he made about three cuts with his sword. I
saw the ribbon fall, cut through” [emphasis added].
Irrespective of the truth or otherwise about whether
De Groot could have been foiled, poems soon ap‐
peared lampooning Lang. One adopted the rhythmic

metre of Robert Browning’s energetic How They
Brought the Good News from Ghent to Aix, thus:
“I drew out my sword and onward we sprang,
“I thought, will I tackle the ribbon or Lang? “And swiftly
decided the ribbon more meet,
“As the Premier would make so much mess on the
street.
“So waving my sword in a soldierly way,
“I severed the silk - ’mid the crowd’s wild hooray;
“Then into the arms of the Hops I did fall,
“But Lang didn’t open the bridge after all.” ⁴
Jack O’Hagan (of On the Road to Gundagai fame)
contributed Colonel Campbell – Mister Lang, a dia‐
logue with musical background, but was discreet
enough to publish it under the pseudonym John Quin‐
lan. It was recorded by Len Maurice and Jack Lums‐
daine, again pseudonymously, as “Quip and Quirk.”
The government banned it, but copies of the sheet
music and the disc (sold “under the counter”) have
become collectors’ items. Here is an extract:
Lang: Oh, Colonel Campbell
Campbell: Yes Mr Lang
Lang: Why don’t you scramble,
Your precious gang?
They have been a source of worry
Since we opened up the Bridge
And the way they cut that ribbon
It was downright sacrilege
Campbell: But Mr Lang, you surely see,

THE MAN WHO BEAT LANG TO THE TAPE

Left: Smith’s Weekly, 19 March 1932, page 14. Right: Sheet music - [National Film and Sound Archive]

Record label - [National Film and Sound Archive]
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The world is laughing, but not at me;
And that ribbon stunt you see,
Will go down in history.
Lang: See you later Colonel Campbell,
Campbell: At the talkies Mr Lang!

Referencing “the talkies” was a tilt at attempts by
Lang to have newsreel film of De Groot’s ribbon cut‐
ting exploit end up on the cutting room floor. Cine‐
sound Review had scooped its rival Movietone News
(as well as press photographers) by capturing
footage of the sword-waving De Groot. The Chief
Secretary passed the film for viewing in cinemas,
where for three days full houses cheered De Groot
and booed Lang. Lang reacted by overruling the
Chief Secretary and tasking police to attend all the‐
atres and see to it that the cutting of the ribbon scene
was cut from the projection prints.⁵ Of course this had
the opposite from the intended effect. The press
headlined a hamfisted attempt at censorship which
undermined the government’s attempt to portray De
Groot as a nutter and instead conferred underdog
status on him as the battler against the “Big Fella”
(Lang’s sobriquet). A “Shilling Fund” ... the 1930s ver‐
sion of GoFundMe ... raised £750 ($36,840 in 2021)
which more than paid for De Groot’s legal defence
plus the £5 ($490) fine and £4 ($392) court costs im‐
posed on him (the surplus being donated to charities
for the unemployed). Donors to the Fund received a
copy of the Shilling Flyer, lauding De Groot as having
“declared the Sydney Harbour Bridge open ‘In the
name of decent Citizens’.”
At the four day hearing of the offensive behaviour
charge against De Groot his counsel, Ernest Lamb,
KC, had some fun with an uncomfortable Superinten‐
dent Mackay:⁶

Lamb: I take it, Superintendent, you’ve seen the
newsreel footage of the incident on the
Bridge?

Mackay: I have.
Lamb: Do you know the government banned

this film?
Mackay: I read in the press it had been banned but

I don’t know by whom.
Lamb: Did you know that hundreds of police

were scurrying around cinemas to stop
the film being shown?

Mackay: I did not.
Lamb: You didn’t know that policemen, your po‐

licemen, were confiscating the film.
Where have you been Superintendent –
on holiday? On another planet, perhaps?

Mackay: No, I’ve been simply too busy on other
work.

Lamb: Are you saying the De Groot incident was
too trivial for you?

Mackay: I did not anticipate that anyone would be

so silly and childish as to open a bridge
by cutting a ribbon.

Lamb: So Mr Lang was there to do that – this
childish thing – this childish opening of a
bridge by cutting a ribbon?

Rejoining the ribbon - [Cinesound Review]

Shilling Flyer - [APC Collection]
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The sword and ribbon were exhibits in the court pro‐
ceedings wherein De Groot faced three charges, in‐
cluding “maliciously damaging a ribbon, the property
of the NSW government, to the extent of £2.” How‐
ever, as De Groot’s biographer suggests, “a case
could be made that De Groot had increased, rather
than decreased, its value.” ⁷ Whatever the force of
that argument in 1932 it is certainly true now, the
Club’s then patron and NSW governor, General
David Hurley, citing its cultural importance when
viewing it at our previous domicile, the Union, Univer‐
sity & Schools Club.
Of the artefacts involved in, or associated with, the
events of that day the ribbon is the most ephemeral.
The rehearsed ribbon cutting implement, a pair of
scissors of hand wrought gold embedded with opals
from Lightning Ridge, is held by the NSW Parliament.
De Groot’s unrehearsed ribbon cutting implement,
the sword, remained with his family until it was sold by
his nephew in 2004 to Paul Cave, the founder of
Bridge Climb. A cigarette case, presented to De
Groot after a magistrate, having heard medical evi‐
dence, ordered his immediate discharge from the Re‐
ception House where he had been incarcerated un‐
der the Lunacy Act, is now in the possession of the
State Library. It is inscribed: “He is not insane.” A
hand-painted flag celebrating the incident, which was
presented to De Groot by a number of New Guards‐
men, and which De Groot in turn gave to one of his
lawyers, was donated in 2017 by the lawyer’s de‐
scendants to the Historic Houses Trust (now Sydney
Living Museums).
Did Lang’s scissors open the Harbour Bridge, or was
it De Groot’s sword? De Groot was said to have been
delighted with the outcome of the court proceedings
against him, apparently reasoning that had he been
found not guilty he could not claim curial confirmation
that he had opened the Bridge by being first to the rib‐
bon.⁸ Legal purists may ponder that logic, but former
Prime Minister Gough Whitlam once declared that
“the importance of an historical event lies not in what

happened but in what later generations believe to
have happened”⁹ and official photos of Lang’s cutting
the rejoined ribbon have been usurped as memorial
of the day by the omnipresent image of a mounted De
Groot wielding his sabre. For his bookplate in later
years De Groot adopted the aphorism “the sword is
mightier than the scissors” and so it has played out …
an imprimatur to the importance of the Club’s storied
artefact, bearing the three wounds De Groot’s
slashes inflicted.

Reproduced with the kind permission of John Lanser.
The Pioneer Magazine Dec 21.

Endnotes:

1 In his biography, Francis De Groot, Irish Fascist, Aus‐
tralian Legend [Federation Press, 2005], Andrew
Moore says that a capitalised De reflects De Groot’s
family’s Dutch ancestry.

2 Moore, op.cit., page 93.
3 Big Day on the Bridge, Sydney Morning Herald, 4

March 1972, page 17.
4 Quoted in Wright, Brian: In the Name of Decent Citi‐

zens, [ABC Books, 2006], page 124.
5 Moore, op.cit., pages 137-8.
6 Wright, op.cit., extracts from chapters 8 and 9.
7 Moore, op.cit., page 144.
8 Wright, op.cit., page 169.
9 Speech at the unveiling of the Eureka Flag, Ballarat

Fine Art Gallery, 3 December 1973. ♣

Above: Inscribed cigarette
case [State Library].

Right: Hand Painted Flag
[Sydney Living Museums]
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TheWorld, evening edition, 19 March 1932

The Last Few Rivets. Wikipedia



FLYBY NEWSLETTER Page 30

Charlie
Rex

Memorial
Service

STOP PRESS

CHARLIE REX
MEMORIAL SERVICE

Readers will remember that several at-
tempts were made over the previous year
or two to hold a Remembrance Service for
the late CMDR Charles “Charlie” Rex, but
all were thwarted by COVID restrictions.
Lindsay Rex, Charlie’s son, now wishes to
advise the Service is back on the agenda,
and he hopes that those who knew and
loved him will be able to attend.
In a nutshell, the event will be:
At: The Fleet Air Arm Museum, Nowra.
On: Friday 27th May 2022.
Commencing: 1130 am for the Service
and 1300 for the Wake (at The Stableford,
Worrogee Sports).
You are requested to register if you intend
to come along, to help with planning.
Full details, including registration form,
transport arrangements, venues and ac-
commodation options can be seen here. ♣

https://sites.google.com/view/charlesrex/home

