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When this edition pops into your INBOX,
Christmas will be just over three weeks away
and then 2022 will pretty much be done.
Christmas is a time to be with family and
friends, but it can also be very lonely for
some people. Please have a think about
anyone you know who may be struggling,
and reach out to them. The simple question
k is “RU OK”, and then show generosity of
spirit at this special time of year.
During the year the Association has been
particularly heartened by the new(ish)
COMFAA’s open approach to veterans in
general, and towards us in particular. He’s
keen to engage at all levels and to partner
with us in the quest to get more people to
join the Fleet Air Arm.
At first glance this might seem a hard task for
us older folk, but if you think about it for a
moment we really can make a difference.
Just about every one of us has two recruiting
assets: a knowledge of what the FAA is and
does, and a bucketful of stories to inspire
interest. We also have the ability to talk to
younger folk such as our kids or grandkids,
or perhaps of friends or acquaintances.
I had such an opportunity just this month,
when a friend of my wife let slip that her
daughter was keen to know more about the
Navy but didn’t know who to talk to. A phone
call to the Command WO at Albatross fixed
that.
He was brilliant - he offered to host the
youngster for a couple of hours to show
her around, explain her options and
guide her in the right direction. The
result was a very happy young lady who
has now filled in the application

paperwork and is
excited to think she can
sign up as a potential AT
sailor in the coming
months. All it took
from me was a
moment to join the
dots, and one
phone call.
So, let’s do our
bit for the FAA
and see if we
can multiply that success story by a lot more.
In other news, we are still looking for a new
Editor for our other magazine, “Slipstream”.
Contrary to popular opinion, I don’t have
anything to do with it. Its a separate,
quarterly publication, but it needs someone
to take the helm. With a half decent
computer that’s not a difficult task and there’ll
be plenty of help to get you started - so
please don’t just leave it for someone else to
volunteer! Send me an email and I can tell
you more.
Finally, as we stand on the brink of ‘23, let
me take this opportunity to wish you all a
very safe and happy Christmas, and good
health into the next twelve months.
Until next time.

Marcus Peake. Editor.
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Dear Editor,

Your article about the Twin Pin recently gifted to
HARS missed an opportunity to make a link to the
FAA. The connection is via the engines.

The Twin Pin has Alvis Leonides 9 cylinder radial
engines, the "same" as the engine used in the Bristol
Sycamore helicopter. When I say "same" it is
because they were both 9 cylinder radials. They were
however of different Marks, and the helicopter engine
was direct drive (with centrifugal clutch) whereas the
aircraft engine utilised a reduction gearbox.

The encyclopedic aircraft engine expert Bill Gunston
regarded the Leonides as an excellent engine, in his
own words. It was the last aero high power piston
engine designed and built in Great Britain.

Regards, David Elliston ✈

Dear Editor,
My name is Slim Smith, I was a Aircraft Handler
1957-1978. I served on HMAS Melbourne’s flight
deck 1958/59,1962,1964/65,1969/70 and 1974/75.
Both photos (as shown in last month’s FlyBy) are

from my collection.
The black & white photo was taken in 1969 by the
late Dino Gedling (Phot).
On the left is Geoff Nichols from Tasmania with
myself on the right. (I was also born in Tasmania)
At the time we were both LAAH’s and forward flight
deck team leaders. Note we are wearing “Foul
Weather” gear and obviously using “The Beast” as a
shelter from the breeze. I must say that by 1969 the
Foul Weather gear had much improved since my
early days on the flight deck in the 50’s.
The second photo I took in 1970 during listing trials at
Jervis Bay. The sailor is LAAH Squeaky Hamilton.
Many might not know that before the arrival of “THE
BEAST” in 1969, Melbourne’s flight deck mobile
crane was called “JUMBO”.
Yours SLIMBO ✈

Dear Editor,
Many thanks extended to Phil Thompson for his
thoughts on the Melbourne/TA-4 question,
interesting too your comment re receiving mail that
AMAFTU may have given approval.
Having given the issue some thought I came to the
conclusion that it may have been the application of
risk management by those in charge. Each tranche
of deliveries, 1967 and 1971, comprised eight single
seaters and two trainers. Carrier operations I think
we can concede are high risk activities and the loss
of a trainer following the first delivery would
represent a 50% loss of the trainer fleet, leaving the
training program somewhat in the lurch. With the
second tranche delivered and having four trainers
available the status quo re carrier operations
remained.
Interesting that over the life of RAN’s operation 50%
of the fleet was lost, eight single seaters and two
trainers, of the losses five single seaters were during
carrier operations ie 25% of the entire fleet and just
over 31% of the single seaters. Confirmation
perhaps of the rightness to disallow the trainers visit
the carrier. Be interesting to know the truth, rather
than conjecture.
Regards, Brian Abraham ✈

By Editor. See next page for the AMAFTU report
advice.

Royal Australian
Navy Landing Heli-
copter Dock (LHD)
HMAS Canberra
embarked two MV-
22B Osprey Military
Aircraft onboard
and successfully
moved the Osprey
off the flight deck,
down the elevator
lift and into the
hangar for the first
time at sea during
Exercise Rim of the
Pacific 22. (Navy
image)
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Order No. 50 is at the Foundry and plaques are
being manufactured for the following people:

Hart J.M.W. O 2473 LEUT (P) Mar65-Mar70
Shipp N.E. R 59629 LACM Jan63-May69
Huelin A.J. O 2271 ASLT (P) Jul66-Jan69
Casadio A.A. O 2361 LEUT (P) Aug64-Aug68
Phillips O’B.C.I. R 56859 POACM Mar60-Aug68
Newbery I.R. O 106919 CMDR Jan71-Aug98
Baker A.R. O 59983 CMDR Apr63 - Apr91
Zeman K. S 127830 ABATWL Nov79 - Jul87

Order No. 51 is now open for new applications.

For those that don’t know, 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 (see background to photo above).

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 a really great way
to have your service recorded.

It is easy to apply for a plaque and the cost is
reasonable. Simply click here for all details, and
for the application form. ✈

Electric Scooters and Wheelchairs
DVA may provide electric scooters, electric
wheelchairs and other electric mobility aids for
veterans with impaired mobility, paraplegia or
quadriplegia under the Rehabilitation Appliances
Program (RAP).

These items may be provided for Veteran Gold
Card holders with a clinically assessed need for
the item due to a condition that impacts on their
mobility, or Veteran White Card holders with a
clinically assessed need arising from a war
caused or service related injury, disease or condi-
tion covered under the Treatment Principles.

The supply of these items consists of a compre-
hensive assessment process involving their Gen-
eral Practitioner (GP) or medical specialist, and
an Occupational Therapist (OT) and requires
prior approval from DVA.

The eligibility criteria and process for accessing
electric scooters/ electric wheelchairs and other
electric mobility aids is described in the DVA web
information page, electric scooters and wheel-
chairs and may be read here.

REST IN PEACE
Since the last edition of
FlyBy we have been
advised that the following
people have Crossed the
Bar:
Neville Livingstone
Doug Anstee
Keith Baker
Douglas Morris
Richard (Dick) Parry
Phillip Wright
You can find further details by clicking on the image
of the candle. ✈

Dear Editor,
Bruce Crawford had these very flash patches,
sample attached, made up by a local company in
Gympie at a cost of around $14 each.
The company still has the dyes for them if anybody is
interested and you can order them directly from In
House Monograms, on (07) 54836617.

Cheers

Mac. ✈

Dear Editor,
Your readers will be aware that much correspon-
dence has been received by you in regard to the ca-
pability, or otherwise, of the two-seat TA-4G Skyhawk
in operating aboard the carrier HMAS Melbourne.
There were some views that it would not have been
possible due to the rotation characteristics of the TA-
4G for touch-and-go or bolter operations, without hard
evidence being supplied. Others stated that trials car-
ried out by AMAFTU proved operations aboard the
carrier could not be safely carried out – yet others
stated that AMAFTU had concluded the very oppo-
site.
The AMAFTU trials in question were carried out in
1975 using the mirror-assisted dummy deck at the
threshold of Runway 26. Results of the trials and sub-
sidiary studies were reported in AMAFTU Flight Test
Report F6/75, a 29-page document (titled “Feasibility
of operation of TA-4G Skyhawk aircraft aboard
HMAS Melbourne”), with wide distribution. No dis-
senting comments or objections on the report con-
tents, conclusions and recommendations were re-
ceived from any of the distribution addressees, in-
cluding DNAP, DNAE, DMED, SAMR, NAS Nowra
for the relevant squadrons, and HMASMelbourne.
The report covered details of the flight trials, which in-
cluded rotation and lift-off distance measurements,
whilst simulating touch-and-gos, or bolters on Mel-
bourne’s flight deck; as well as launch rotation data.
Comparative testing was also carried out on the sin-
gle-seat A-4G. Other work also included aircraft linear
measurements used for accurate calculations of hook
-to-eye distances so that approach mirror settings
could be calculated.
The most important conclusions and recommenda-
tions included:
• that no forward centre of gravity (CG) restriction

would need to be applied to TA-4G aircraft operat-
ing aboard Melbourne, in respect of bolter (or
touch and go) distance to rotation.

• that no forward CG restriction would need to be
applied to TA-4G aircraft operating aboard Mel-
bourne, in respect of bolter (or touch and go) dis-
tance to lift-off.

• longitudinal trim variations provided additional ro-
tation capability, and tended to alleviate the basic
forward CG movement effect

• due to all-up-weight (AUW) considerations, fuel
available for touch and go practice during shore-
based carrier deck TA-4G workup operations would
be minimal: this would be less of a problem with one
pilot only.

• use of longitudinal trim settings for catapult
launches.

A number of other recommendations concerning ap-
proach mirror settings were also made, including some
for the A-4G single-seat aircraft.
Proving trials aboard HMAS Melbourne to validate the
results would have been required. However, these were
never carried out.
Cheers, Ian McIntyre. ✈

A4Question
The

IMPORTANT NOTICE ABOUT VETERANS’ ACCESS TO TELEHEALTH
When the COVID pandemic struck, we became familiar with the concept of undertaking medical consul-
tations by ‘Telehealth’ - that is, over the phone. Aside from infection control it was very convenient,
especially for those who live in remote areas or suffer mobility problems.
From 1 July 2022, however, changes to Telehealth arrangements for allied health providers
treating Veteran Card holders changed. The new requirements mandated that the first session of
every treatment cycle must be face-to-face, and that extended consultations could not take place
via Telehealth. This was a significant deviation from the introduction of permanent Telehealth
arrangements during the COVID-19 pandemic.

The RSL NSW advocated reversal to these changes and this has been approved. From 01 November
Veteran Card holders seeking treatment from allied general psychologists, clinical psychologists,
mental health social workers and mental health occupational therapists can do so via Telehealth without
the need for initial consultations to be held in person. This change means that eligible patients can
receive ongoing mental health treatment from allied providers remotely, and helps strengthen
access to services for veterans across Australia.

If you have any questions you can email here, or ring 1300 679 775. RSL NSW

https://www.faaaa.asn.au/the-faa-wall-of-service/wall-of-service-general-information/
https://www.dva.gov.au/health-and-treatment/care-home-or-aged-care/services-support-you-home/electric-scooters-and
https://www.faaaa.asn.au/heritage-general/obituaries-date/
https://www.faaaa.asn.au/heritage-general/obituaries-date/
https://www.faaaa.asn.au/heritage-general/obituaries-date/
https://info@inhousemonograms.com.au
https://info@inhousemonograms.com.au
mailto:support@rslnsw.org.au
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2022 has been a fantastic year for the FAA as
we’ve come out of our COVID cave and bathed
in 75 years of our rich history, while we fully

embrace the challenges and opportunities of the fu-
ture. I have been fortunate to meet many of you this
year and I thank you all for ongoing support to not
only me as I began my tenure as Commander of the
Fleet Air Arm, but to the men and women who con-
tinue to serve and do us all proud every day.
Attendance at HMAS NIRIMBA commemoration
began my discovery, and this very quickly grew into
the Old Bar Veterans parade where 723 SQN con-
tinued its 70th anniversary celebrations and reflect
on their impressive story that continues this century.
The celebrations surrounding our own 75th anniver-
sary were a resounding success. Although spread
throughout 2022 they permitted the formal marking
of the date, and then focused heavily on our strong
connection with you all, our veterans, serving per-
sonnel and our community who we owe so much for
our success. It must be said that we need to work
hard to grow and fill our FAA’s potential and I once
again call on you in the FAAAA to help celebrate
and promote the FAA. Only by filling our billets can
we demonstrate the full capability for our nation,
and I admit that activities like the Open Day and
Freedom of Entry parade will hopefully begin to
rekindle awareness and enthusiasm in what we do.
We are all the best qualified to recruit the next gen-
eration of FAA members and with your help we will
grow the Force to more than three times its current
size.
I offer the following summary of a busy 2022.
Operational Test & Evaluation.
The Aircraft Maintenance and Flight Trials Unit (AMAFTU) workload has not diminished and they continue to uphold an impres-
sive work rate for our fleet and Navy. The two major embarked flight trials completed included First of Class Flight Trial (FOCFT)
with both MRH90 and MH-60R on board HMAS Supply as well as a FOCFT with the S-100 UAS on board HMAS Adelaide. In
addition to other trials, fabrication work, and engineering tasks the team completed embarked simultaneous rotor running rearm
testing on the MH-60R which included prototyping of a new MH-60R torpedo re-arming trolley. However, the high profile event
that the media most loved was a joint trial with the United States Marine Corps to embark the V-22 Osprey in a Canberra class
LHD. AMAFTU’s 2023 will encompass more army integration activities, but increasingly look towards UAS and the future of
MH-60R in the ASW fight.
Uncrewed Aerial Systems
822X SQN has had a turbulent year, however it has included multiple wins for the capability. It is also on the precipice of sub-
stantial growth and in doing so, begin to consolidate the long term future of FAA operations. Operating both fixed and rotary
wing aircraft in January, the Squadron has been subjected to substantial change. The announcement in April of accelerated
S-100 camcopter acquisition has set the short term future for the Unit. Embarkations in MV Sycamore continue to prove our

Main: First Of Class Flight Trials for the S100
Camcopter United States Marine Corps MV-22B Right:
Osprey performs routine maintenance onboard HMAS
Canberra during Exercise Rim of the Pacific
(RIMPAC) 2022.✈

comfaa
UPDATE
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operating concept and provide experience for our newest platforms at sea. The year has concluded by
conducting the FOCFT with AMAFTU on HMAS Adelaide, overlapped with a four-month regional pres-
ence deployment in the Indo-Pacific, building the Fleet knowledge of what UAS can bring to the fight.
Training and all of the support mechanisms now need to be created to ensure the exponential growth of
UAS can be realised.
Training
723 and 725 Squadrons carry the full burden of operator training. Whilst the technical training remains
shared between COMTRAIN (through Training Authority—Aviation) and the RAAF, we are exploring
progressive ways to bring technical training back to home plate. Ab-initio and operational training has
been affected differently throughout the year. Both have suffered training losses through significant
weather events, however they have continued to deliver their requirements and, as expected, have very
full dance cards for the years ahead – something not unfamiliar to the natural ebbs and flows of the FAA.
The challenge is to ensure we can grow the capacity of the training system, uphold our high standards,
and continue to grow frontline opportunities by balancing the introducing of flights with a parallel growing
technical workforce.
723 has harmonised its training requirements of ADF Rotary Pilots and Aircrewman, Navy Remote Pilot
Warfare Officers (RPWOs) and Aviation Warfare Officers (AvWOs – former Observers) and is now
structured to accommodate the growth dictated by Government capability decisions in April 2022. Fur-
ther proof of the suitability of the system has been the record flying figures that the Helicopter Aircrew
Training School has been able to hit in successive months when the rain subsided. A total of 612 hours
in June followed by 740 hours – a credit to the continued commitment of our aircrew, programmers,
maintenance and support staff, both uniformed and contractors alike. Pleasingly these flying rates and
aircrew numbers have meant an increased ability to engage with the public at events and through
schools.
Operational training has continued to forge ahead through its simulator evolution. Importantly, the unit
has taken on many MRH90 qualified aircrew and maintenance personnel to streamline our FAA transi-
tion activities in light of a rationalisation of our rotary platforms to the MH-60R “Romeo”. 2023 will require
a continued increase of instructional resources to ensure it can continue to prepare and train personnel
for their frontline tours at both 808 and 816 Squadrons.

Operations
808 squadron has had the biggest transformation in a drastically short period and this is where the greatest
change within the FAA is being felt. January commenced with a rapid embarkation in HMAS Adelaide as
part of the Australian Government’s response to the Hunga Tonda-Hunga Haiapai’ volcano eruption. Ready
Team 1 was replaced in situ and the Team conducted a move across to HMAS Canberra from HMAS Ade-
laide whilst still providing humanitarian assistance. Challenging the squadron at Albatross was flood assist,
syphoning aircrew to conversions in the USN at NAS Mayport, Florida and commencement of postings of
technical workforce to conversion course at TA-AVN to prepare for MH-60R. The Government decision cou-
pled with the return of Ready Team 1 in May 22 dictated the cessation of MRH90 operations for the FAA,
closing this chapter on our history. Pleasingly the squadron managed a return to their affiliated town in
Goolwa, SA before a command handover and the rapid draw-down of squadron personnel. 808 squadron
now has a handful of MH-60R trained personnel anticipating a growth in people, flights and airframes next
year on our path to the realisation of a large MH-60R community.

HMAS Adelaide conducts a
crash on deck exercise on-
board during Indo-Pacific
Endeavour 2022.✈

FlyBy Magazine. Page 8
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All of these commitments within the Fleet Air Arm has left 816 squadron to carry the bulk of embarked
aviation teams for the RAN Fleet, steadily as always they continued to deliver and succeed. Like 808,
816 has extensively contributed to flood assists, COVID and Aged Care taskforces in addition to their
embarked obligations. Floods occurred in throughout the year and the squadron has been involved in
rescues throughout. Fleet facing, the squadron had successful deployments throughout the Indo-Pacific
including various regional presence deployments, RIMPAC, Japanese fleet review, Indo-Pacific En-
deavour and importantly, on the home station these flights were key contributors to the inaugural RAN
Submariner Command Course – proving the value of the ASW asset and the potential of the RAN Fleet
in growing its capabilities. At home plate the squadron flew the flag for the 75th anniversary events, con-
tinued to increase their RAAF ASW engagements, pursued lethality with weapon firings, and most re-
cently a Freedom of Entry in their associated town of Caloundra, QLD. 816 squadron is beginning to
benefit from the transition of 808 squadron personnel, and has increased their flying rates with a sharing
of maintenance resources with 725 squadron. These key endeavours have illustrated all benefits opti-
misation offer for the Romeo platform and the FAA will need to make some significant alterations to its
structure in order to best meet the demands and opportunities of three MH-60R squadrons. Importantly,
changes of this nature will ensure the FAA continues to focus on its primary output of embarked aviation
capability within the Fleet. 816 and 808 squadrons have been the backbone of the FAA’s key deliver-
able throughout the fleet and I am very proud of the work of our deployed men and women. They have
always answered the call and provide the solid foundations for the future Romeo force.
On writing this summary I am incredibly proud of how our FAA has met all of its challenges this year and
forged their professions at sea and at home. The growth this decade to 26 flights in the FAA, and the
necessary changes a single crewed rotary platform will dictate in 2023 will require an unwavering focus
and alignment. I am supported by a force of professional service personnel, supporting military organi-
sations, and our civilian brothers and sisters in the APS, industry and contracted space. I will continue
to focus on transition and optimisation however we will be faced with a workforce obstacle that if not
corrected now, will be felt for some years. It behoves all of us: those that serve, those that support, and
those that have served, to raise our profile, strengthen our identity and create a complete focus on our
mission. One of delivering lethal embarked naval aviation so the Navy can fight and win at sea.
Fly Navy. COMFAA. (Images in this article courtesy of the RAN)

Above: Royal Australian Navy sailors conduct a recovery assist with HMAS
Arunta’s embarkedMH-60R helicopter "Athena" during Operation ARGOS..Main:
Leading SeamanAircrewmanNathan Cox watches out of HMASArunta's embarked
MH-60R helicopter "Athena" as HMAS Arunta (right)✈
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The RAN FAA
Mission With the
UN Emergency
Force II

This article is set in the Cold War post-Viet-
nam period covering the time following the
fourth Arab-Israeli War of 1973 and the

peace talks which led to Israel withdrawing from a
20-30 km zone where the UN Force II was sent
and act as a buffer to the combatants.
The Yom Kippur War
Also known as the Ramadan War, the October
War, the 1973 Arab–Israeli War or the Fourth Ara-
b–Israeli War, it was an armed conflict fought from
6th to the 25th October 1973 between Israel and a
coalition of Arab states led by Egypt and Syria. The
fighting in the Middle East had broken out when
Egyptian forces crossed the Suez Canal and, in a
coordinated move, Syrian troops on the Golan
Heights attacked Israeli positions.
The Security Council met the following week to
consider the conflict as the war raged on. Both the
US and the Soviet Union were watching closely,
with both requesting an urgent meeting two weeks
after the fighting commenced. Whilst initially
caught off guard by the Arab attack, the Israelis hit
back hard and crossed the Suez Canal pushing
the Egyptian third army towards Cairo.
The Security Council
At the request of Egypt the Security Council was
convened on 24th October 1973, and with the non-
aligned members of the Council and in close co-
operation with the Secretary General, worked
out a resolution. It called for an increase in
United Nations Truce Supervision Organisa-

tion (UNTSO) Observers in the area and the estab-
lishment of a new United Nations peacekeeping
force, which became UNEF II. The establishment
and dispatch of this new peacekeeping operation
effectively brought the crisis to an end.
By 26th October the guidelines for the operation
had been agreed, and that same afternoon ad-
vance elements of Austrian, Finnish and Swedish
troops arrived from Cyprus and immediately de-
ployed along the front line.
The terms of reference for UNEF II were to super-
vise the implementation of Security Council resolu-
tion 340 (1973), which demanded that an immedi-
ate and complete ceasefire be observed and that
the parties return to the positions they had occu-
pied on the 22nd October 1973.
In September 1975, Egypt and Israel signed an
agreement at Geneva allowing UNEF II more ex-
tensive responsibilities and a larger increase in the
area of operations. The Secretary General pro-
posed additional aircraft and helicopters to support
the four battalions in the Sinai desert provided by
Finland on the Red Sea to the south, Sweden on
the Mediterranean Sea to the north and the In-
donesians and Ghanaians in the middle of the
desert.
Australia’s Commitment to UNEF II
In early 1976, the Australian Government agreed
to commit forces to UNEF II consisting of two army
personnel serving in the UNEF Headquarters for a 12
month period, and a 45 man detachment, from 5

PART 1
by Geoff Ledger &
Greg Morris
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Right. Ismailia, a medium size provincial town
and the land base of UNEFII, is located about
half way along the Suez canal, between the
coastal cities of Port Said and Port Suez. The
Sinai peninsula, captured by Israel in the ‘67 six
day war, starts immediately to the east of the
canal, and was the principal area of operations
for the operation.

Ismailia
Squadron RAAF, operating four UH-1H Iroquios
helicopters for six month rotations. Included in
the RAAF contingents during 1977-79 were
RAN aircrew and aircraft maintainers. So the ad-
venture began in the desert, a far cry from our
last overseas operation in Vietnam. I believe it
was appropriate that two of our most experi-
enced ex-Vietnam helicopter pilots and flying in-
structors were the first in and last out. LEUT Ge-
off Vidal was in the first rotation to assist in setting up
the flying operations at the airbase in Ismailia, and
LCDR John “Bomber” Brown was in the last rotation to
ensure all our valuable assets and personnel departed
the Middle East safely.
Pre Deployment Training and Transit to the Sinai
FAA personnel selected to support the 5 Squadron
RAAF contingents in the Sinai underwent intensive on
type training at RAAF Fairbairn for both maintenance
and aircrew for at least a month before departure. The
deployment was for approximately six months, person-
nel rotated every six weeks using a C130 Hercules with
one UH-1H snuggly encased inside it, with UNEF II

Below. War wreckage was commonplace, a silent testa-
ment to the thousands of lives lost in the brief conflict.
(Australian War Memorial)✈

crews also on board, along with about 500 cartons of
Australian beer and assorted other essential aircraft
spares and tooling. The flight out to the Middle East
took 4-5 days depending on weather conditions in
Egypt. On my flight, we went via Darwin, Butterworth,
Madras, Bahrain and into Ismailia Egypt. The arrival
of the Hercules provided a highlight for those mem-
bers going home and an amazing cultural experience
for the inbound crew awaiting six months of adven-
tures.
Daily Routine
The normal daily routine was Monday to Friday up
early with a breakfast at the hotel, and then a drive
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down to the Ismailia Airbase. During World War II, the
airfield, then known as RAF Ismailia or Ismailia Airfield,
had been used by the British Royal Air Force and
the United States Army Air Force during the North
African Campaign against Axis forces.
The airbase was pretty run down, the hangars and
ground facilities were old and also not in great shape.
Our engineering team made it work.
The maintenance team and aircrew would normally be
at the airfield by 0700 preparing for the days flying. The
administration staff would arrive a little later. Back at the
hotel were the cooks and off-duty crew. With a small
number of personnel in the unit, everyone was pretty
much aware of where members were. Some were on
out of country leave, some local leave, and several
were crook with a stomach bug or some other delightful
medical condition.
On some occasions there was weekend flying, but this
was not the norm. Also, night flying was also not the
norm, especially after one of our choppers was doing a
night medevac in the desert and as they passed an
Egyptian military site, the aircraft was lit up by a missile
radar sensor. Thankfully it wasn’t launched but after
that little scare night flying was not a priority.
Accommodation
Our accommodation was in a run-down hotel called the
Sinai Palace Hotel. Sounds impressive, but I can as-
sure you it was not. It was a six storey hotel, no lifts and
with narrow stair wells. The accommodation for the
members was on the second and third floors, the dining
room and bar was on the top floor, and our Egyptian
staff and armoury was on the first floor. On the roof of
the hotel we had a generator and a water tank to collect
fresh water if it decided to rain.
When showering we used the local water, keeping eyes
and mouth shut. Any open sores or wounds quickly got
infected and turned nasty. Shaving and cleaning your
teeth was with fresh bottled water. The rooms were
small with ceiling fans, no air conditioning and most had
windows which you couldn’t open. Mozzies were a
worry in the wet season, so sleeping under a net was
essential. During Ramadan was also an interesting
time and with the call to prayer just on sun up there was
no need for an alarm clock!!
Recreation
The RAAF Welfare organisation supplied some exer-
cise equipment for the detachment. We had a limited
set of gymnasium equipment. There was cricket, footy
and soccer equipment available. There was also a ski
boat that unfortunately spent more time broken await-
ing spares than operational, but when it was a goer the
boys enjoyed a ski on Lake Timsah.
Other fun outdoor activity was sitting on the banks of
the Suez watching tankers and naval vessels passing

Above. By mid-1977 the Australian contingent was
housed in the Sinai Palace Hotel; known locally as the
‘Sin Palace’. The detachment was housed in the top four
floors of the hotel with the top floor being the mess and
bar with the lower three floors being accommodation.
Although it looked presentable from a distance, it was
far from it. In an article in the Sydney Morning Herald
a visiting journalist described it as “...a squalid, fifth
rate Egyptian hotel … it is a herring-gutted, grubby, run
down, infinitely depressing old building with a narrow
dark entrance. There are no lifts - to reach the makeshift
Australian mess one has to climb six flights of dingy
stairs. The plumbing is primitive and frequently gives up
all together. When I visited the unit there were buckets of
water standing by the lavatories to flush them. The
rooms in which the officers andmen have to live are tiny,
crude and bare without amenities of any kind except
those introduced by their occupants.” Below. The
‘Placky Hut’ (HQ) was primarily for Adminos. One
techno explained they seldom went into it “for fear of
catching something”. (Photos: Geoff Ledger).✈

The Yom Kippur War was a relatively short
but brutal conflict fought from October
1973 between Egypt and Syria on the one

hand, and Israel on the other. By the end of the
conflict at least ten thousand soldiers were
dead, and countless others wounded.
To understand the causes of this war it is nec-
essary to go back to 1967, the end of the so-
called Six Day War. By the end of that conflict
Israel had seized territory three-and-a-half
times its own landmass. This included the
strategic Golan Heights overlooking Syria, the
West Bank of Palestine, and the entire Sinai
Peninsula. You can see the extent of this occu-
pied landmass shaded yellow in the diagram
above.
Six years later the respective Presidents of
Syria and Egypt entered into a secret deal to
unify their armies under one command, and to
strike Israel in a coordinated attack. The pri-
mary aim was to regain territories lost in the
six daywar. Assad, the President of Syria, saw
the coming conflict as a war of retribution (he
had been Defence Minister in 1967). Sadat of
Egypt was more pragmatic, recognising his
country lacked the ability to liberate the Sinai
in its entirety. His aim was to focus the minds
of the world’s superpowers and to force Israel
to negotiate a lasting peace.
The Arabs chose to launch their attack on Yom
Kippur, a Jewish religious holiday and the only
day of the year in which there are no radio or
TV broadcasts in Israel, and infrastructure
shuts down.
The holiday fell on Saturday 6th October 1973
and just after 2pm the Egyptian and Syrian
armies, with advanced Soviet weapons,

The YOM KIPPURWAR IN
A NUTSHELL
What Was It All About?

launched a two-front offensive on Israel from
the north and south. Within a day they had
seized significant strategic objectives and in-
flicted heavy losses on the Israeli forces.
But within 24 hours Israel mobilised two ar-
moured divisions which soon turned the Syr-
ian advance into a retreat. They swept into
Syria, causing elements from Iraq, Saudi Ara-
bia and Jordan to join in to face the counterat-
tack. Despite this coalition, the Israelies
achieved significant gains, advancing to within
35km of Damascus and occupying new terri-
tory to bring to the bargaining table.
Advances were also made in the south, where
Israeli forces penetrated Egyptian defence
lines and came within striking distance of
Cairo, the Egyptian capital city.
The counterattack utterly turned the tide of the
war in favour of the Israelis, and the fighting
came to a stalemate. By mid October, the
Arabs employed a new tactic - an oil embargo.
OPEC reduced its production of oil by an im-
mediate 5% and threatened further reductions
until the Israelis fully withdrew from all territo-
ries captured in 1967. The Arab countries also
enforced an embargo on the US, which had
been resupplying Israel with arms.
The reduction in oil caused major price hikes
around the world, causing the US to reassess
its support for the war.
By the last week of October, the two sideswere
ready and willing to accept a ceasefire deal.
This took seven months, with an agreement
was signed in Geneva to bring the war to an
end after 243 days of conflict. The agreement
ultimately led to a lasting peace between
Egypt, Jordan and Israel, with those two coun-
tries being the only Arab states to recognise
the State of Israel. ✈
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Flying Operations
The helicopters were manned with two pilots, an air
crewman and one technician with a flyaway tool kit.
On board the chopper we had additional water, a
shot gun to scare the Bedouins away, and most sor-
ties we had a carton of Tooheys under the back seat
as a means of thanking overnight hosts somewhere
in the Sinai.
Our roles in the Sinai were varied, ranging from
United Nation Military Observer patrols of the buffer
zone to ensure the former warring nations adhered
to the cease fire, through to providing Medivac cov-
erage, personnel movement, equipment and stores
relocation. The other task we monitored was the
movement of Bedouins throughout the buffer zone.
These hardy souls were used by both sides to gain
intelligence although they would steal anything that
was not nailed down.
The flying in the Sinai desert was incomparable to
anything we did on the south coast of New South
Wales. It was magical, and always presented differ-
ent challenges on each sortie. There was an enor-

mous expanse of nothing apart from sand dunes,
wadies, and amazing sandstone cliffs down south.
There was limited wildlife that could be seen from 500
feet, war wreckage strewn throughout the Buffer zone
from previous battles and many nomadic Bedouin fam-
ilies scattered throughout the desert region. The sea-
sons were evident in the middle east, and operations
during the summer months were at times in excess of
45°C, and then in the winter months some days tem-
peratures dropped to single digit figures. Most days the
skies were clear but during the hot months, sand
storms were our biggest danger. Due to these storms,
several flights were diverted or landed prematurely to
protect the rotor blades and engines from the abrasive
sand. The buffer zone stretched from the Mediter-
ranean Sea where the Swedish battalion operated,
down to the Red Sea region where the Finns had con-
trol. The Ghanaians and Indonesians operated in the
heart of the Sinai desert where the conditions were ex-
tremely harsh.
There were some days flying the Huey with a full load
of personnel; the only way to get airborne was to do a
cushion creep take off along one of the few bitumen
roads in the desert. During my time we had the require-
ment for an engine change in the desert. This event
showed how versatile and effective the Huey was.
Landing next to a road with an engine surge and loss of
power resulted in an engine change in situ under some
camouflage netting. The helicopter was flying again six
hours later. ✈

ABATWL Greg Morris aged 21 volunteered to join
a few other NAVY personnel and travel to Egypt
to support the RAAF 5 Sqn perform duties for

UNEF2.

Flying was as different from the Nowra environs as it
was possible to get, with deserts, flat scrub and spectac-
ular mountain gorges all within an hour or so. Above.
Rugged mountain ranges bordering the Gulf of Suez, to
the south of Ismailia. An overnighter to FINBATT at
Ras Abu Rudeis, on the Sinai Peninsula was always a
pleasure, both to check out the amazing scenery and
pass a “Terror Driving Experience” being taken for
a Unimog drive up and down the land patrol area.
Lower. A small base in the high country above Finn
patrolled territory. In the hot months the temperature
often exceeded 50°C and the sealed bitumen runway
became soft, with boots building up a deposit of tar
and the aircraft skids sticking, needing a bit of a wig-
gle to break free. (Photo: Martin Holland).✈

through the canal. Some even did the swim across the
canal to catch the bow wave. We played sports against
some of the other contingents and local Egyptian
teams. One memorable game of soccer on the main
Ismailia stadium in front of many locals was against a
local Egyptian team. We went down 3-2, our team re-
ceived 5 yellow cards and Bill Huntriss nearly got a red
for drinking water at the wrong time. Our opposition
came off second-best injury wise.
Another inter contingent sport was volleyball against
the Polish hospital staff. There were some big Polish
units, both male and female which made for an exciting
game. The Canadians had a weird fetish of trying to
knock stuff off from our flight line and hotel. Our boys
did a late night raid and stole their McDonalds flag fly-
ing on their flight line, which kept them quiet for some
time. We also played the Canadians in darts at our ho-
tel. It was a team effort to 10,001. If anyone was sober
by the time we got to the last darts, they generally won
the contest.
The other opportunity the guys had was to run a show
on the local Canadian FM radio station 96.7, Canadian
Forces Middle East. We were generally allowed to do
Friday evenings and long sessions over the weekend.
The Canadians loved the Australian humour and music
selection. The boys received occasional yellow cards
from the station hierarchy for colourful language, but
this didn’t take away from some entertaining shows
and a great opportunity to show some flair on the air-
waves.

Geoff on the airwaves at the Canadian Radio station.
Geoff and his RAAF crew awaiting UN troops.✈



Image: Martin Holland

by Greg Morris

After completing Flight Fitter training at RAAF Fair-
bairn, myself, LEUT Geoff Vidal and LSACM Ron
Macklin boarded a C130 Aircraft to travel to Ismailia
Egypt. We were the first NAVY personnel to help out
the RAAF and it was a novel experience for the RAAF
to have us Matelots working with them. I inherited the
nickname of “Seaweed” and that nickname remained
with me for the entire tour. The RAAF guys that I am
still in touch with 45 years later still refer to me as Sea-
weed.
The Hercules was loaded up with a UH1H helicopter
and as many spares and beer as could be loaded.
Our changeover crew was the largest of all the sched-
uled changeovers for the year. Changeovers hap-
pened every six weeks which coincided with an R2
Servicing for the UH1H.
We departed Fairbairn for Darwin landing in hot and
sticky weather compared to Canberra where it was
winter. We overnighted in Darwin and departed for
Butterworth the next morning. After overnighting we
departed from Butterworth, we flew a long leg to Bom-
bay, then Bombay to Bahrain where we overnighted
again. Flying to Ismailia the next day a short six hour
flight. Landing in Egypt we had a large welcoming
party of RAAF guys who were excited to see a few
pallet loads of Toomey’s cans on board and a refur-
bished UH1H. We headed in to the Hotel which the
RAAF had setup as accommodation utilising the top
four floors. The hotel was far better than a mess deck
on board HMAS Melbourne, we had a room for two
people and I shared with Bass Broom an armourer.
We settled in and the herc departed a couple of days
later with all the lads returning home and a broken

Right. The Australians quickly displayed their talent
for not only improving their leisure facilities, but in-
variably injecting humour into any situation. The
“Lackanooky Surf Club”, for example, quickly be-
came the go-to place after hours for a cold beer and a
chat. (Martin Holland). Bottom: One of the three
great Pyramids of Giza on the very edge of western
Cairo were a popular destination and could be
reached by a relatively easy 2-3 hour drive, although
Egyptian traffic was totally unpredictable✈
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UH1H. The herc did a very low flyby to farewell us un-
til next time. I swear the Egyptian air trafficker ran from
the tower the herc was that low.
We settled into the routine working and carrying out
surveillance in the helicopters visiting the different bat-
talions out in the Sinai desert. The desert was littered
with wrecked war machinery and also was covered in
mines. Lots of mines. One sortie we carried a sharp
shooter to euthanise a couple of camels which had
walked on mines. Talking mines, we had a UN Beach
on Lake Timsah which had supposedly been cleared
of mines. One week we were informed not to use the
SAFE beach as a row of mines had been found in the
water after a local had stepped on one. We had been
swimming at the beach regularly. Just lucky, I guess.
The Huey was a great aircraft to maintain and oper-
ate. It was very reliable, simple and tough, Bell build
great Helicopters. Wednesdays were the busy day
carrying out 25 hourly inspections and also for the
Lecky we would swap batteries out. The batteries

would return to Australia every six weeks for major
servicing. We had some small unserviceabilities but
never anything major.
Weekends were boring unless you had put your name
down to travel down to the red sea on board the two
UH1Hs which carried out a Special UN patrol on a
Sunday. The RAAF had a beach and boat at the
Finnish Battalion base at Abu Rudeis. It was a good
setup where we could dive, snorkel and swim in the
Red Sea.
FINBAT was an overnighter when doing patrols and
the Fins had a few good Sauna baths. We used to
drink a cordial mix which was 10 parts vodka and one
part cordial. We would then have a hot sauna and
there was a competition to see who could stand the
hottest. I remember obtaining a Certificate for achiev-
ing a set temperature, but can’t remember what that
was though.
Every six weeks we would have a long weekend and
usually we would get a group together and take a
Combi to Tel Aviv. This was seen as going back to
reality as the Israelis were a little more westernised
than Egypt. We would hire a deck chair each on the
beach and stay overnight re-hydrating. There were
pizza places and everything was safe to eat. The ho-
tels had water that could be drunk safely and the
showers were awesome. The people were very
friendly and mostly spoke English as well as Hebrew.
We visited most of the Holy sites within Israel over our
many trips. We also visited the Dead Sea which is un-
believable to swim in although you could not get the
water in your eyes due to the salinity. We could float
with a can of drink resting on our six packs. We did

Top Left. One of the great bene-
fits of the deployment was the
opportunity to work with other
nationalities, and the Finn Bat-
talion (FINBATT) were no ex-
ception with their generous hos-
pitality.
Below: LAC Wayne ‘Strop’
Schofield (aka “Captain
Death”), one of the RAAF Fit-
ters, decided to test whether
the Huey’s perspex windows
would offer any protection if
an aircraft was “set upon by
bandits.” An aircraft window
was set up at the local range
and Captain Death then pro-
ceeded to fire 9mm rounds into
it. The conclusion was that the
pilot would have survived! It
caused a lot of mirth and last-
ing memories of the after firing
range “piss up” at the Lack-
anooky Lodge. (Martin Hol-
land). ✈



see some fish swimming in there so the salinity did
not affect Life surviving within.
The Israeli soldiers were also very friendly wherever
we met them and would often talk to us for ages about
the wars and the family members that they had lost in
War, very sad.
The track across from Egypt to Israel traversed
through the top of the Sinai desert through the Gaza
strip. The minefields through here were a sight to be
seen. One section of the track meandered through
the minefields in zig zags seeming to take forever.
The canal was crossed by a floating bridge which was
put in place in between ship changes of direction. It
was controlled by the Egyptian soldiers who were not
very disciplined; occasionally the bridge would not op-
erate as the soldiers couldn’t be bothered. Failures
were common as most Egyptian equipment was
poorly maintained. It was common to see broken
down tank carriers and other war machinery through-
out Egypt.
The Canadians were the closest friends we had in
Egypt and we had a few sporting competitions with
them. The Canuks used to visit the Hotel beach we
had created on the top floor of the hotel and the Lack-
anooky lodge bar was a great watering hole where
lots of Tall but true stories were shared. We met some
great friends. The Canuks had Buffalo aircraft and
used to fly to Cyprus and other places. Unfortunately,
a Buffalo was shot down by the Israelis and all were

HMAS Melbourne transiting through the Suez Canal
in September 1977 on her return from the Queen’s Sil-
ver Jubilee cruise. Political sensitivities dictated re-
moval of all aircraft from forward of the Bridge, and
all guns be ranged to bear aft.✈

lost. We used to remember these people on the an-
niversary of the accident.
While in Egypt I visited many sites. The Pyramids
were an incredible sight. Hard to believe that the
Egyptians built them. I did a tour and went inside
climbing through narrow tunnels to enter the larger
Chasms. You had to hunch up and nearly crawl
through the tunnels. Something I wouldn’t be doing at
age 66.
The Valley of the Kings and Queens was another
great sight to visit with Tutuakhamun’s tomb being the
highlight. We went there on an Egyptian train which
sounded like it was on its last legs. I could have
walked quicker.
The museum at Cairo was very interesting but unfor-
tunately a lot of the displays had been removed due
to the war.
Swimming the canal was another pastime and we
used to swim between passing ships. We also had
the odd canal party.
During our tour HMASMelbourne and two other war-
ships were passing through on the way back from the
Silver Jubilee. Geoff Vidal arranged for us to visit and
we joined Melbourne at Alexandria and sailed
overnight down to Ismailia where we departed on the
pilot boat.
Our time seemed to pass quickly and before we knew
we were next to depart back to Australia just in time
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for Christmas leave. The trip back was not without
drama and Herc tail number 67 decided to have an
engine issue requiring shutdown just after take-off
from Bombay. As such we ended up with an ex-
tended stay in Butterworth. So we got to check out a
few sights around Penang.
Overall, the tour was quite enjoyable and very eye
opening. I did take leave whilst there and did a four-
week tour around Europe visited cousins and aunties
in London.
With Christmas Day fast approaching a lot of spare
time was taken up sprucing up the Lackanooky
Lodge all ranks mess, painting, decorating and
general tidying up. Tradition for Christmas Breakfast
still ran strong with the Officers serving the non
commissioned, and I had an Australian Army officer
from the UN headquarters, Dave Tresise, who served
me my usual green Gatorade. It was the only thing
that kept me safe from the dreaded GUT…you had to
be careful what you ate.
Once Christmas and New Year were done it was time
to get organised to return back to OZ after a
memorable six months on duty in the Sinai as a

United Nations Peacekeeper. Basically my final
tasking was to dismantle the returning aircraft, pack
up the blades, transmissions and all the
unserviceable spares to be returned for repair. Load
the aircraft onto the Herc and fly home.
I was also very lucky to have LEUT Geoff Ledger as
my “DO” during my deployment, or SNOCA as he
was affectionally known as…Senior Naval Officer in
Arabia, and co-author of this article. ✈

NEXT MONTH
PART 2 OF THE STORY OF THE RAN’s
INVOLVEMENT IN UNEF II, BY GEOFF VIDAL &
BILLY HUNTRISS

Image: Martin Holland

Many of these stories will ring a bell with our readers and, not surpris-
ingly, inspire them to tell their own.

So why not jot yours down? It can be as simple as a few lines about
a memory you have, or a funny incident, or a mate remembered. Or
it could be about the time you were on operations somewhere, and

your recollection of the time and how you felt; or perhaps a dit about a
day on your Squadron you remember.

All you have to do is jot it down and send it here. We’ll do the rest. ✈

Please Pay Your Subscription
It’s that time of year again and we value your support.

If you are a member of the FAAAA, please can you pay your annual subscription now.
See last page for details.

If you are not a member, and you value reading this magazine, please consider be-
coming a member. Click here for details and to apply.

mailto:webmaster@theFAAAA.com
https://www.faaaa.asn.au/about/join-the-fleet-air-arm-association-of-australia/
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Look, Ma, No Hands!
Sikorsky and the Defense Advanced Research
Projects Agency (DARPA) have flown an un-crewed
Black Hawk helicopter autonomously on simulated
internal and external cargo resupply and rescue op-
erations. The flights were performed at Yuma as part
of the U.S. Army's Project Convergence 2022
(PC22) experiment to demonstrate how existing and
future piloted utility helicopters could fly complex mis-
sions in reduced crew or autonomous modes,
thereby giving Army commanders and aviators
greater flexibility in how and when aircraft and pilots
are used, especially in limited visibility or contested
environments.
During the PC22 Technology Gateway, the Sikorsky
and DARPA team showed how the un-crewed, op-
tionally piloted Black Hawk can deliver a large quan-
tity of blood product unharmed by flying low and fast
above ground level using the terrain to mask its sig-
nature, resupply troops with an external load, and re-
route mid-flight to evacuate a casualty.
(Courtesy ainonline.com) ✈

Adrift Sailor Charged With Being Adrift
Here’s a little detail we didn’t know. During some unpleas-
ant weather back in Aug ‘79, Skyhawk 886 broke loose from
its lashings and slipped over the starboard bow of Mel-
bourne, following a very heavy roll.
ABATWL E.R. Krenn was in the cockpit ‘riding the brakes’
when the aircraft fell over the side. Luckily the canopy was
smashed and he was able to escape from the sinking ma-
chine. HMAS Hobart was quickly on the spot and using the
‘swimmer of the watch’, rescued the naval airman after only
11 minutes in the water. He received minor lacerations.
As a consequence, he was charged with ‘improperly leaving
Melbourne’ by the Commanding Officer of Hobart and ‘be-
ing absent from his place of duty for 11 minutes’. (Naval hu-
mour at its worst!). We have no record of the outcome of
that charge or the sentence imposed.
You can read the full story of 886 here. ✈

DO YOU HAVE A COPY TO SPARE?
One of our Senior Members lent his
copy of “Flying Stations I” (the original
one) to someone a while ago and it
was never returned.
Now that FS II has hit the streets he’s
very keen to get another copy of FS
I as it has special significance to

him.
Does anyone have one they can spare?
Happy to pay postage costs if you are
prepared to pop it in a PO bag, or it can
be collected in the Nowra/Kiama/Wollon-
gong area.
Click here to let the Editor know. ✈
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FLYING
STATIONS II

THE ROYAL
AUSTRALIAN NAVYʼS

FLEET A IR ARM
1998–2022

Flying Stations II is a chronology of the last quarter-
centuryofAustralianFleetAir Armactivitiesandevents

from1998until 2022. Published to commemoratethe75th
anniversaryof the foundingof the FAA on 3 July 2022,it
follows the original 1998volumeof Flying Stations which
chronicledthefirst50yearsoftheFAA.

Thestory ofAustralian navalaviation isaproudandunique
one.Flying StationsII capturestheactivities andethosof the
manyhard-workingmenandwomencontinuing thetradition
oftheFAA tothepresentday.

More than 170evocative anddramatic photographs,drawn
from a wide range of sources, complement the text and
contribute tothis book’sstrongvisualappeal.

Flying StationsII is a chronologyof the last quarter-
century of Australian Fleet Air Arm activities and

eventsfrom1998until 2022. Published tocommemorate
the75th anniversaryof thefoundingoftheFAA on3July
2022,it followstheoriginal 1998volumeofFlyingStations
whichchronicledthefirst50yearsoftheFAA.

Theperiod 1998–2022sawmuchexpansionandactivity
within the FAA, including the welcomereturn of large
flightdeckstotheRAN in theformoftheLHDs HMAS
CanberraandAdelaide.A long-timeFAA workhorse,the
SeaKing, wasretiredwhilenewfleetsofMRH-90 Taipans
andMH-60R Seahawkswereintroduced.HMAS Albatross
alsowelcomedADF helicoptertrainingoperationswith the
Eurocopter EC-135T2+ which replacedthe long-serving
AS350BSquirrels.

TheFAA alsosawits shareofchallengesduringthis time.
The ill-fated Seasprite acquisition resulted in a litany of
failuresbefore theprogramwascancelledin2008.Thecrash
ofSeaKing Shark02in Indonesiain 2005wasatraumatic
event that sawthe lossnine lives. Thesubsequentinquiry
identified seriousshortcomingsin FAA maintenanceand
operational practices which subsequently led to much
neededorganisationalandcultural change.

Asapointertofuturedirections,822XSquadronwasformed
in2018asanUnmannedAerial Vehicledevelopmentunit.

ThestoryofAustraliannavalaviationisaproudandunique
one.Flying StationsII capturestheactivities andethosof
the manyhard-workingmenand womencontinuing the
tradition oftheFAA tothepresentday.
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1998–2022

EDITED BY
LCDR DESMOND WOODS, RAN

Lieut enant CommanderDesmondWoods, OAM
RAN, was commissionedin 1974 into the RNZN.

Subsequentlyheservedin theRN, theBritish Army andthe
RAN ineducation,mediaandpublicrelationsroles.

From 2002–2008he taught at the Royal Australian Naval
College, and in 2010he ran the Chief of Defence Force’s
International Counterinsurgencyconference.In2013hewason
theorganisingstaffoftheInternational FleetReviewinSydney
prior to joining Chief of Navy’spersonalstaff asa Research
Officer. A regularpresenterto the Naval Historical Society,
in 2018he wasappointed as the Chief of Navy’s inaugural
BereavementLiaison Officer.

DesmondisalongservingCouncillor of theAustralian Naval
Institute andtheAustralianInstitute for International Affairs
(ACT) andisaregularcontributorofnavalarticlesandbook
reviewstoAustralianandinternationalnavalhistorical journals.

In 2022hewasawardedtheMedal of theOrder of Australia
(OAM) for hisservicesto RAN andnavalveterans’bereaved
families. HMAS Warramunga'sembarkedMH-60Rhelicopter,Sabertooth,

conductsfree-decklandingsandrecoveriesduringAUSINDEX 21.

Buying Flying Stations II
Flying Stations II, the brand new book that brings
the history of our FAA right up to date, is now
available for mail order though “Navy’s
Anchorage” (the old Navy Canteen). It is also
available for immediate mail order through the
publisher’s website here.
The publication, which is beautifully printed on
high quality paper, makes the perfect Christmas
present for someone who loves looking back on
what the FAA has done over the last 20 years -
but you need to place your order very soon to
make that Christmas stocking. ✈

Here’s an image we hadn’t seen before (thanks, Trevor Rieck!).
Trev is the two-ringer in the middle. To his far left is Lady Has-
sett (the one in the dress), with the SO Navy on General Has-
sett’s staff, and CMDR (Air), Bob Simmonds is on his right. The
Tracker, or what is left of it, was damaged in the hangar fire. ✈

https://www.ainonline.com/aviation-news/defense/2022-11-03/autonomous-black-hawk-flies-resupply-medevac-missions
https://www.faaaa.asn.au/wp-content/uploads/2022/08/Skyhawk-886-Page-v1.pdf
mailto:webmaster@theFAAAA.com
https://avonmorebooks.com.au/?page=3&id=165
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In previous editions of FlyBy (Jan 21, Aug 22) we’ve brought you updates on the “Vertiia” hybrid aircraft. It
had gone quiet in more recent months, however, and we feared the Australian start-up may have been
swallowed by the multitude of companies vying to be the first commercial electric aircraft success story. Not
so - they are still alive and well, and plan to start test flying their first prototype before the end of this year.
An excerpt from “FutureFlight” brings us up to date:
“The continental scale and geographical characteristics scale make Australia different from other countries
aspiring to be hotbeds of new electric aircraft are prompting local start-ups like AMSL Aero to take a fresh
approach to jump-start the advanced air mobility (AAM) sector. So, the initial all-electric version of its Vertiia
eVTOL vehicle is expected, despite the limitations of battery technology, to deliver a range of up to 250
kilometers (156 miles), while a subsequent leap into hydrogen propulsion could quadruple this target to 1,000
kilometers.
The Sydney-based company’s co-founders, Andrew Moore and Siobhan Lyndon, have been working on
their Vertiia design since 2017 and aspire to bring what they say will be the world’s most efficient eVTOL
aircraft—in terms of energy use and unit economics—to market by 2026, and perhaps earlier for the battery-
electric version. Their secret sauce is a seven-meter (23-foot) box wing configuration that they say will deliver
aerodynamic efficiency equivalent to models with much larger wingspans, as well as the compact scale
needed to operate in tight urban spaces.
Having already flown a subscale technology demonstrator, the AMSL team is now assembling the first full-
scale prototype that it hopes to start hover testing before the end of 2022, subject to the whims of the
uncharacteristically wet weather.

So far, the program's expenses have been covered by several funding rounds, some government-backed grants,
and a couple of research and development contracts from Australia’s defence department. AMSL has just
completed a new funding round that raised A$23 million ($14.5 million).
Moore is an aeronautical engineer who started his career with the Royal Australian Navy, working on helicopters
as part of peacekeeping missions with poor transport infrastructure and later in projects such as modifying air
ambulance aircraft with companies including Raytheon. Raised by a Navy pilot father, he started flying while living
on a farm accessed by one of the country’s rural airstrips.
“A lot of the world doesn’t fit the standard urban air mobility model, and we believe that the right type of eVTOL
aircraft can change the social fabric of the planet and enable economies to accelerate,” Moore concluded.

“Australia is one of the largest users of aviation in various forms, and
has the world’s second-largest air ambulance market, which is
predominantly government funded.”
Much of this activity is now based on fixed-wing aircraft, with
helicopters deemed to be too expensive. AMSL is designing the
Vertiia to be able to withstand Australia’s varied environmental
conditions, which can include snow and blistering 40-degree Celsius
temperatures.” ✈

Ex FAA Engineer Still in the Electric Aircraft Race

HMAS PERTH (I) MEMORIAL UPDATE
Bob Mummery, who does a great job in keeping RAN veterans
up to date on all sorts of matters of interest, recently forwarded
this photograph of the HMAS Perth Memorial, showing the com-
pletion of Stage 1.

Engineering and construction drawings are nearing completion
for Stage 2 and we are hopeful that Stage 2 will commence con-
struction soonest.

The Original Concept Stages 1 & 2 provide an idea of what
Stage 2 will eventually look like.

PS If you have not yet joined the Foundation – now is the time!!

PPS Bob is still on the hunt for relatives of HMAS PERTH who
have not yet become aware of the Memorial. Please ask your
networks for any PERTH (I) relatives to make contact. Email ad-
dress to use is bandi@iinet.net.au ✈

Anyone remember this? We
knowGeorge Spence was the
fellow on the end of the
winch wire, and (we think)
Geoff Ledger and Bill
Shanks were inside the Wes-
sex, which was lifting a small
gantry onto a header tank in
the Southern Highlands.✈

https://www.futureflight.aero/news-article/2022-11-03/vertiia-evtol-aircrafts-developers-seek-maximize-range-and-cost-efficient?utm_campaign=FutureFlight&utm_medium=email&_hsmi=233207188&_hsenc=p2ANqtz-_MqHVkof-kBhnxM08W5XFABX2rzEprjAmI9hKZwvKADsqrjNm9iVCfBJrPv8ReJDua2tZ1Kud11eUiA7znyFqvlr31ow&utm_content=233207188&utm_source=hs_email
mailto:bandi@iinet.net.au
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Members of VIC Division enjoyed a formal Mess Dinner
recently at the Mount Buller Ski Lodge. The arrange-
ments followed the proper procedure with appropriate
toasts, the passing of the port, and various speeches
and anecdotes. President Chris Fealey officiated and
Mr Vice President Jeremy “Harry” Butler, who had or-
ganised the event, kept things on track. Clockwise from
top left: Paul Thitchener, Mindy Clark, Karl Zeman,
Harry Salisbury, Julie Hutchins, Allen Clark, Greg
Williams, Chris Fealy, Mal Smith, Meg Clark, Steve
Hutchins, Irene Salisbury, Jo Zeman, Adrian Hills
and Mike Rich. Jeremy Butler is absent from the image
as he is the Phot. Inset (above). Passing the Port. ✈Above. Pre-dinner drinks with Mal Smith and Allen

Clark in the foreground. Photos: VIC Div.✈

Vic Division Mess Dinner
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noise of the aircraft. Any notion of quiet enjoyment is a
matter between a landlord and a tenant, either as an im-
plied or express condition of a lease.
“The word ‘quiet’ in those circumstances is not con-
cerned with noise as such, but with a right to reside on
the land without interruption, interference or disturbance
by the landlord or grantor of the land. The only appropri-
ate analogy for an owner of land in fee simple is that no
other person has a right to trespass upon the land or,
arguably, commit a nuisance on or onto the land.
“...matters of trespass and nuisance as far as aircraft are
concerned, have been dealt with by statute. The plaintiff
has no other ‘right’ of quiet enjoyment.”
She was ordered to pay court costs, but has vowed to
continue her fight. Australian Aviation. ✈

A sheep farmer near RAAF Base Williamtown has
been unsuccessful in suing the Air Force in the NSW
Supreme Court after it ignored a “cease and desist”
notice she issued to stop flying over her property.
Julie Steepe argued the RAAF owed her $15.3 mil-
lion for “trespass” on her farm at Bulahdelah, which
contravened her “lawful right to quiet enjoyment of
my property”.
Steepe’s 40 hectares of land is located 50 kilometres
north-east of Williamtown, which is home to F-35s,
Hawk, PC-9s and the E-7A Wedgetail aircraft. She
claimed flights had increased from fewer than five per
week to around 500.

In 2020, she issued the RAAF a series of invoices after
the organisation didn’t comply with her order to “cease
and desist”. The final notice stated it had seven days to
show what lawful authority it had to “trespass” on her
land. “A breach of the border … will incur a fee of
$AUD167,000 for each breach,” it said.
“The border of my property extends to the centre of the
earth and to the expanse of the universe.”
In his ruling on the case, Justice David Davies said, “A
landowner does not have any right arising from owner-
ship of the land to prevent aircraft flying over their prop-
erty, provided that it is at a height above that which is
necessary for the ordinary use and enjoyment of the
land and the structures upon it.
“The plaintiff submitted that she has a right to ‘quiet en-
joyment of the land’, and that is interfered with by the

From the Centre of the Earth to
the Expanse of the Universe.

COMFAA, Commodore David Frost, recently took the opportunity to meet with members of the WA Divi-
sion of the FAAAA at “Johnny Fox’s” waterhole in Perth for a drink and informal chat. From Left to Right:
Dennis Nixon, Sharon Spargo, Brett Dowsing, (behind), Mike Keogh, Jim Bush, (behind) Bill
Atthowe, David Frost, John Weller and Shirley and Jack Suriano. (Photo courtesy of WA Div)✈

PLAQUES FOR LOST MATES
Those men and women who lost their lives whilst
engaged in FAA operations are remembered on
our Roll of Honour, but it is also worth remember-
ing their service before they paid the ultimate sac-
rifice.
Sometimes families can’t be found, or perhaps
aren’t in a position to progress a Wall of Service
plaque. In such cases there’s nothing to stop any
other individual from ordering one on their behalf,
provided they have the approval of the next of kin.
This can be a surviving spouse, parent or even a
sibling or child.
Order 50 has three such plaques, facilitated by
Jed Hart, Max Speedy and Marcus Peake.
If you wish to order a plaque for a lost mate,
whether or not they died in service, ask the web-
master here. ✈

https://australianaviation.com.au/2021/04/sheep-farmer-issues-raaf-cease-and-desist-noise-notice-for-15-3m/
https://www.faaaa.asn.au/faa-roll-honour/
mailto:webmaster@theFAAAA.com
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Last month’s mystery photo showed a bloke
sitting on an engine block which had seen
better days. We asked if anyone could tell
the Editor what sort of engine it was, and
how it got into the state it was in?

The engine is (was!) a Bristol Centaurus, be-
longing to Sea Fury VR934 which had
ditched off Cornwall in 1951, about 18 years
before this photograph was taken.

The Commander sitting on it is Alan Hen-
scher, who died a month or two ago at the
age of 94.

Henscher was flying in VR934 and recalls:
“...I was 20 miles from the coast of Cornwall,
enjoying some aerobatics, when there was
a sudden change in the beat of the engine
and a loss of power. I turned north for the
coast, but continued to lose power and
ditched near a group of fishing boats, touch-
ing down at about 95 knots in a cloud of
spray.” A trawler subsequently dredged up
the engine and he was reunited with it, re-
marking: “you may judge which of us has
worn better in the intervening 18 years.”

Henscher was an interesting character. Ini-
tially trained on fixed-wing (as evidenced
above), he developed ear problems that
were to trouble him for the remainder of his
life. He was allowed to fly helicopters, how-

ever, and so converted onto the Westland Whirlwind. He was the CO of 845 Naval Air Squadron embarked
in HMS Albion when the ship was ordered to proceed to Borneo, to intervene in what became known as
the Indonesian-Malaysia Confrontation (which was,
essentially, Indonesian opposition to the creation of
the Federated State of Malaysia).

Over the next month, 845 Squadron flew over 1,200
sorties inserting British troops into the jungle, often
flying at very low level with just a 50 foot gap be-
tween the canopy and low cloud. It was made all
the more remarkable as many of the Squadron’s pi-
lots had less than 300 flying hours.

Henscher went on to have an illustrious career, retir-
ing from the RN in 1983 with the rank of Captain. ✈

This month’s mystery photo is
an absolute ripper sent in by
Graeme Lunn. What sort of air-
craft is it, and what was it de-
signed for? Click here to submit
your thoughts.
Answer in next month’s FlyBy. ✈

HELP FIND PETER KNAUTH
Bill Taylor from the JR recruit intake of ‘63
is trying to track down Peter H. Knauth who
was on the same intake and Greenies
Course at NAS Nowra around 1965. He
was last heard of in QLD.
If you are able to provide any advice on
his whereabouts, or what happened to
him, please email the editor here. ✈

THIS MONTH’S
MYSTERY PHOTO

LAST MONTH’S
MYSTERY PHOTO

“No! You can’t be a Huey
pilot on R&R for
Halloween!”

mailto:webmaster@theFAAAA.com
mailto:webmaster@theFAAAA.com
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The Classes of 1962

In 1959 the Government directed that carrier-based aviation was to be terminated and so RAN aircrew
direct-entry training ceased, with the last pilots gaining their wings in June 1960. The decision was
reversed the following year due to rising regional tensions, and Wessex anti-submarine helicopters were
acquired. As a result, direct entry aircrew training recommenced sixty years ago, in 1962.
The Basic Aircrew Training Course was 20 weeks long and was conducted at HMAS Cerberus with a two
week component at HMAS Watson. Unlike the previous PNA scheme, potential aircrew officers joined
as Midshipmen and were commissioned as Acting Sub Lieutenants on a seven-year Short Service
Commission when they were awarded their wings.
Some joined the rejuvenated Fleet Air Arm virtually straight out of high school while several were in their
early twenties. None were too sure about anything, let alone a long career in aviation - but whatever lay
ahead, all seemed promising at the time. Graduates of both courses were to become Wessex helicopter
Observers or Pilots. However, reflecting the Confrontation-era decision to retain a fixed-wing capability by
the end of their training, 3 flew in Gannets. On completion of their initial training the classes of 62 provided

Sixty years is a long time by any measure and its passage
brings the weariness of age - but it also brings the ability to

reminisce on pieces of history.
Max Speedy and Peter Coulson remember the Classes of 1962.

9 10

71

2 3 4 5 6 11 12 13 14 15

168

7 Wessex Observers, 2 Wessex Pilots, 2 Gannet Pilots, 1 Gannet Observer and 1 SESO. All received
the AASM for Confrontation and Vietnam Logistic Support and the ASM for FESR and six also served
in RAN Helo Flight Vietnam. Although all were initially on short service commissions BATC 1 and
2/62 produced 2 Captain, 5 Commanders and 5 Lieutenant Commanders.

BATC 1/62. The course, which was initially all Observers, commenced at Cerberus in January of 1962.
The photo on the left was taken mid-1962, where the Course Instructors LCDR WK “Dickie” Bird and
CPOQMG G.D. Hope (front row) had had sufficient time to assess them. HMAS Cerberus was endless
running, marching, sailing and academics aimed at ships and seafaring, but with nothing about aviation.
The students’ first taste of aerial navigation came when, in smaller groups, they arrived in Malta to do the
Royal Navy Observer course. By year’s end and with the Cuban Missile Crisis over, they could at least
handle the Dalton computer with some skill.
Five were awarded Observer wings on ASW Wessex helicopters and served in 817 Squadron embarked
in HMAS Melbourne. Four of the five later qualified as pilots and all four had squadron command.
BATC 2/62. The nine potential pilots came from every mainland state and ranging in age from 18 to
24, joined in late October 1962. As seen in the photo on the right, 2/62 had the same Course
Instructors plus LEUT Dick Holmes The course was scheduled to allow them join 49 Course BFTS
at RAAF Point Cook in mid March 1963 and the plan was to then progress to NAS Nowra for
helicopter training, although that changed for some. As with every pilots course there were failures
along the way and a few were selected to go to AFTS at RAAF Pearce following the change of policy
to retain fixed wing aircraft. Ultimately, 4 were awarded Pilots wings, 3 gained Observer wings and
one qualified as an SESO.

page 30 page 31
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1. Ian George Best. Completed high school in Kogarah, Sydney, had been selected for the Naval College at
CRESWELL but with the rejuvenation of the Fleet Air Arm, he chose to do the Observer course. He did not pass
and left the Navy to become a civvy again. In years to come he pursued civil aviation and amassed over 20,000
command hours flying mostly in PNG and the South Pacific.
2. David Alan Cronin. A Victorian educated in Melbourne,David gained his wings on Wessex and then converted
to Sea Venoms before serving in served in the 1st Contingent RANHFV 1967/68 where he was awarded a Naval
Board Commendation. Post Vietnam he qualified as a Tracker TACCO but his flying career came to an end when
permanently grounded due to service in Vietnam. Nevertheless, many memorable Navy career interludes fol-
lowed, including Naval Attache in Jakarta. After naval service in 1989 he was recruited into Dept. of Foreign Affairs.
This was regrettably truncated in 2001 by a stroke which took his sight and some memory. David and his wife
Libby are now living in the ACT.
3. Ross Alexander MacArthur. Ross was born in Perth, WA, but joined the Navy from Melbourne and went to
Malta for his Observer course, before commencing OFS. He was an all-weather night fighter (Sea Venom) candi-
date but in 1964 was in a serious car accident that left him sight impaired and he was discharged medically unfit.
Ross began a very long career in the transport industry (trucking and palletised goods), loves fast Italian cars and
learnt colloquial Italian to assist his Mediterranean forays.
4. David Collingridge.Dave, born in England, attended Brigg Grammar in Lincolnshire before coming to Australia.
After 28th years of Service, including as CO of VF805 and VC724 Squadrons, he became joined a small manage-
ment consultancy in late 1989, during which he learned a lot about corporate law, investigation processes, account-
ing tricks, police powers and working with barristers. Retirement beckoned in 2011. Three years later David joined
the Executive of the Southern Highlands Branch of the National Trust, advocating sensible development of the
lovely agricultural areas and villages around where he lives.
5. Barry Diamond. Barry attended St Joseph’s College, Geelong, Yr. 7 – 12 and became the Army Cadet CSM.
Wanting to join the Army Aviation Corps, he was ruled medically unfit so he approached the Navy in Melbourne to
inquire about a career and the next day found himself in front of the Observer Selection panel. The rest is history
and after several years as a Wessex Observer Barry decided to change to pilot. Like David Collingridge he flew
Skyhawks and commanded Vf805. Now living in Leopold, VIC.
6. Max Speedy. Born in NZ before emigrating to Oz in 1950 where he did his schooling. Whilst picking potatoes he
responded to a newspaper advert for Observers. After his training he flew in Wessex then Sea Venoms in early ‘65.
He completed pilot’s course in 1967 and quickly served in the 2nd Contingent RANHFV 1968/69. He later became
the CO of HC723 and HS817 Squadrons, before retiring from the RAN in 1982, Max worked in Victorian local gov-
ernment. He was an ambulance first responder, and was involved in the amalgamation of the Victorian Rural Am-
bulance service. He has been involved in many local activities (Rotary, church, Scouts, farm forestry, a medical
centre development) all the while running a cattle grazing property and a very small vineyard and winemaking
hobby.
7. Robert Waldron. Bob and Max, long time mates, applied for the Navy together. Bob became Qualified Ob-
server, Pilot and Flying instructor. He made first live night helicopter sea rescue in Southern Hemisphere in 1970.
He commanded HS817 for the introduction of Sea Kings in 1976. He was awarded an Air Force Cross for the haz-
ardous rescue of a hang glider pilot off the cliffs of the Grampians on 31 OCT 1976. After a posting as CO of HS817
Squadron, Bob the Navy to serve in Australian Customs for a long career. He conceived, developed and imple-
mented their first computerised and operating Risk Analysis System Unit targeting high-risk airline passengers.
Later he became Customs Director with Australian Crime Commission. His last major development was to build an
Intelligence system for Department of Environment. Bob and his Family live in Canberra.
8. Bruce Crawford. Bruce Crawford completed his BFT and was posted to HMAS Albatross, where he qualified
as a Wessex pilot. He subsequently served in the RAN Helicopter Flight Vietnam, with great distinction, including
winning a DSC, and served a posting as CO of HC723 Squadron. After the Navy he pursued a career flying civilian
helicopters.
The RANHFV Report of Proceedings stated: “Operations with [US] 3/39INF BN and 9th [US] INF resulted in eight
aircraft being hit by ground fire. Action went on late in the night [well after midnight] as troops were inserted and
extracted. One aircraft was hit on take-off and crashed inverted. The company was led by LEUT BC Crawford who
for his outstanding leadership through the day has been recommended for the [US] Air Medal with Valour.” Bruce
Crawford was awarded the US Air Medal with “V” for Valor, the US DFC and the Imperial DSC.

9. Errol Kavanagh. Having completed his Basic Flying Training, Errol was selected for fixed-wing pilot OFS and
qualified on Fairey Gannets, joining 816 Squadron where Peter Coulson was already an Observer. After a long
and successful career in the Navy including as CO of VF805 Squadron, Errol switched to a career in civil aviation.
He was killed in a tragic flying accident in 1993. You can read about him here.
10. Jim Buchanan. Joined the Navy in 1962, and, having completed basic pilot training at Point Cook, became

The Classes of 1962
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A LEUTDouwes Prass taken in
Dec 1967, five years after he
joined.

B Some of BFT 1 and 2 plus a
few others in November 1965. [1]
David Collingridge (Wedding
Day)(O)(P). [2] Errol Kavanagh
(P). [3]Warren Hamlyn (O). [4]
Jim Boettcher (P). [5] Jim
Buchanan (P). [6] Peter Plunkett-Cole (O). [7] Father Hugh McDonald. [8] Peter Coulson (O). [9] Peter Ward
(P). [10]Max Speedy (O)(P).

C Outside the Cerberus Gun Room in 1962. Left to right: Barry Diamond, Dave Cronin, Bob Waldron, Ross
MacArthur.

DDave Cronin conducting a pre-flight ops briefing for the 135th AHC in May 1968, Camp Blackhorse, Vietnam
(AWM.✈
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https://www.faaaa.asn.au/heritage/heritage-wessex/wessex-airframe-histories/wessex-811/
https://www.faaaa.asn.au/obituaries/kavanagh-errol-martin/


the last student to graduate directly onto the
Sycamore helicopter (see here). In 70/71 he
served on the fourth and last contingent of the
RAN Helicopter Flight Vietnam, during which, in
December 1970, he was awarded the DFC for an
extraordinary act of flying skill whilst operating in
the U Minh Forest area. You can read about it
here. He Now living in Aranda, Canberra)
11. Geert Douwes Prass. Born in Velsen Hol-
land in 1939, emigrated with his parents to Dutch
Indonesia and when that country was invaded by
the Japanese in 1942. He had been a school
teacher in QLD, and whilst not passing his pilot or
observer courses, he became a Safety Equip-
ment officer. On 10 FEB 1964, Douwes was the
MID of the Watch on the bridge of MELBOURNE
when the collision occurred with VOYAGER.
Douwes was at ALBATROSS when the Iroquois
piloted by LEUT Peter Ward and two aircrewmen
crashed at the Beecroft Rifle Range on 5 JUN
1968. It was Douwes and his diving team that
recovered the bodies from the wreck. It was this
accident that sent Max Speedy to Vietnam in
Ward’s place. Douwes’ career was lengthy, he
retired as a LCDR around 1980 to become a
gentleman grazier breeding Red Poll cattle at
Cowra. Sadly he contacted mesothelioma and passed away in the 1990s.

12. Peter Coulson. Peter Coulson was born In Richmond (destined to serve in 816) and grew up in country Vic-
toria. He gained his wings in 1963 as a Gannet Observer and spent his first 17 years in the RAN in aviation
postings including 12 years at sea in HMAS Melbourne. He was Senior Observer 816 and 851, Airops MEL-
BOURNE, SNO RAAF East Sale and CO VS816 – ‘sat through over 1200 catapult launches and deck landings
and except for a couple of exciting exceptions they generally matched’. In 1969 he was a member of the RAN
London to Sydney Air Race team. Post aviation Peter was a project director including the new Maritime Headquar-
ters and modernization of Garden Island Dockyard. After retiring, from 1999 to 2002 Peter was engaged part time
as a project management consultant, specializing in quality assurance audits of projects. He now lives in Mt Gam-
bier SA with his wife Sandy.
13. Peter Stevens. One of the mature students on the course, Peter had been a school teacher in QLD. He struggled
with the training and was back-coursed, but ultimately was unsuccessful. His appointment was terminated and he left
the Navy in mid-1963.
14. Peter Plunkett-Cole. Peter was born in Scotland but joined the RAN from Victoria and began pilot training March
1963 but failed. He was then successful on Observer Course 71 in Malta and on returning to Nowra, on 725SQN and
then on 817SQN. In 1967 he did a Gannet conversion and embarked with 816 Squadron where he experienced a
barrier landing. He was posted to the 1st RANHFV in OCT1967 but returned to Australia on medical grounds in March
1968. In 1969 he was also a member of the RAN London to Sydney Air Race team.
Has last aviation posting was as Air Operations Officer HMAS MELBOURNE for the Spithead Review Cruise in
1977. After several staff postings to Navy Office Peter retired to Armidale in NSW to pursue among other things his
passion for orienteering.
15. John Hutchison. A native of Victoria, John grew up a stone’s throw from the original HMAS Cerberus and used to
dive on the wreck. Having completed his Basic Flying Training he progressed to fixed wing OFS on Fairey Gannets.
He was killed not long afterwards in a night Gannet accident off Indonesia in 1965. You can read about him here.
16. Bob Ray. “Father” Ray gained his nickname as he was the only student on the course with previous Navy
experience having recently completed his Navy Apprenticeship as an ATA with Qantas, which was then a government
agency. Having completed BFT he was posted to HMAS Albatross to qualify as a Wessex Observer. Retiring from
the Navy as a Captain many years later, Bob became an advocate for many Vietnam Veterans, helping them achieve
medical and pension entitlements through the complexity of DVA bureaucracy.
Around 2006, Bob was thinking that the Helicopter Flight Vietnam story should be published. This took two years for
what became the unofficial history of the RAN Helicopter Flight – A Bloody Job Well Done, The History of the Royal
Australian Navy Helicopter Flight Vietnam 1967 - 1971. From one story, after canvassing as many of the HFV and US
Army 135th Assault Helicopter Company personnel as could be found, the responses and many stories and a great

A B
C

D

A Trainee Observers at RNAS Falcon in Malta. L-R: Ian
Best, Bob Waldron, Max Speedy.BRob Ray at Bear Cat. C
Jim Buchanan November 1970 in Vietnam, most likely at Can
Tho. D LEUT Bruce Crawford with (L to R) LCDR Ralph,
MAJ McKinnon US Army, Slick Platoon Leader, LEUT AA
Casadio and LEUT BC Crawford receiving US Air Medals
for Valor with US Army DFCs already presented to all four
men. Presenting the medals is 1st AVN BRIG Commander,
Brigadier General Robert R Williams, US Army.

https://www.faaaa.asn.au/heritage/our-heritage-the-bristol-sycamore/flying-the-sycamore-1/
https://www.faaaa.asn.au/heritage/our-heritage-the-bristol-sycamore/flying-the-sycamore-1/
https://www.faaaa.asn.au/faa-roll-of-honour/ward-p-c-sanderson-d-smith-r-k/
https://www.faaaa.asn.au/faa-roll-of-honour/hutchison-j-m/
https://www.faaaa.asn.au/faa-roll-of-honour/hutchison-j-m/
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Campania
813 Squadron Aboard

By Graeme Lunn

Formal squadron photographs, officers and men posed with one or more of their aircraft
at an air station or on a carrier alongside in harbour, are numerous. Also relatively
common are operational images of aircrew, perhaps being briefed before a launch or with
their individual aircraft and ground crew. What is strikingly singular about this 813
Squadron image - on the flight deck of the escort carrier Campania - is that it is a formal
squadron portrait occurring in the midst of active operations close to the Arctic Circle on
6 February 1945, and just minutes away from one of these young aviators losing his life.✈

While searching for a photograph of
Lieutenant (A) ‘Bill’ Henley DSC, a loan
officer among many who were vital in

founding the modern Australian Fleet Air Arm in
1948, a low resolution image of Bill’s 813 Naval Air
Squadron was found on the website of the Russian
Arctic Convoy Museum. This excellent little
museum is located on the banks of Loch Ewe,
where the merchantmen would assemble for those
hazardous Arctic convoys supplying war matériel to
Russia. The image (part of the Admiralty Official
Collection but unattributed) had been provided by
an electrical engineering officer, John Boothroyd,

who had been attached to the squadron in 1944-
45.
Contacting Alison, John’s daughter in Canberra,
hoping for access to the original, proved a
revelation. By return, with the high resolution scan
provided, came the information that John had
covered the back of the photograph in his
retirement years with sticky label notes naming all
the individuals he could remember. Finally there
was a verified contemporary image of Bill Henley,
standing solidly behind his Observer ‘Chappers’
Chapman. Along with a second Swordfish crew
they had hunted down U-365 in December, 1944.
(See ‘A Loan Officer’ in FlyBy November 2022).

813 Squadron aboard Campania 6th February 1945
Continued on page 39
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L→R. 813’s Senior Pilot Lieutenant (A)(P) Charles Neville RNVR,
Sub-Lieutenant (A) John Boothroyd RNVR, Captain (O) Kenneth
Short RN, Rear-Admiral Rhoderick McGrigor CB DSO RN,
Squadron Commanding Officer Acting Lieutenant-Commander
(A)(P) Stewart Cooke RNVR and the Senior Observer Lieutenant (O)
Cyril Chapman RNVR. ✈

Fleet carriers were a prime target and suffered heavy losses proportionate to their numbers
early in the war - Courageous, Glorious, Ark Royal, Hermes and Eagle all being sunk. Escort
carriers, two-thirds the length and half the displacement of a fleet carrier, and taking a fraction
of the time to construct, were desperately needed. Most especially to turn the tide in the Battle
of the Atlantic where a deadly air-gap existed between 30° and 40° west over the convoys
mid-Atlantic.
Audacity, the first Royal Navy escort, or ‘Woolworths’ carrier, was commissioned in June
1941. There followed another forty-three of which the 12,450 ton Campania was, in February
1944, the forty-first escort carrier commissioned. Constructed in both US and UK yards, often
from mercantile hulls purchased on stocks, their main machinery, whether diesel or steam
turbine on a single shaft, could rarely exceed 20 knots. Not expected to keep up with the faster
fleet and light fleet carriers their usefulness was, however, immediately valued.
Audacity only survived six months active service before being sunk, with one of her rescued
aircrew being Sub-Lieutenant Eric ‘Winkle’ Brown DSC. Unarmoured, intensely susceptible to
torpedo and fire, the vulnerability of escort carriers was only acceptable given the desperate
lack of alternatives. Once sufficient numbers were available for the convoy escort role more
specific tasking was given as ever more hulls commissioned.
Escort carriers would be assigned to detached hunter/killer groups, or converted to assault
carriers, providing fighter air-cover over invasion beaches until airfields were captured
ashore. Relieving the bigger carriers from deck landing training duties they also found wide
use as ferry carriers. In the Pacific, escort carriers would hang back from the main striking
fleet as replenishment carriers and spare decks. While providing Combat Air Patrols for the
vulnerable Fleet Train they would launch replacement aircraft and crews to the forward fleet
carriers as needed. Some escorts even took their place in the British Fleet’s line-of-battle as
Strike Carriers.
By late 1943 the Naval Board in Melbourne was starting to consider the possibility of a post-
war carrier based FAA, but recognised that relevant experience was lacking in the seaman
Executive Branch. Captain Harold Farncomb DSO MVO RAN, slated for an RN battleship after
his command of the cruiser Australia, was instead sent to the UK to take command of the
assault carrier Attacker in March 1944. Likewise Captain John Armstrong CBE DSO RAN was
posted to Ruler, operating as a replenishment carrier with the British Pacific Fleet, in August
1945 but did not take command until after the Japanese surrender. ✈

Small, cheap and with a design life of only three
years, Escort Carriers were Britain’s answer to
the U-Boat threat.

Escort Carriers
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Sub-Lieutenant (A) John Boothroyd RNVR, the
Squadron's Air Radio Officer, is sitting cross
legged at the feet of Campania’s Captain. A
1943 graduate in Mathematics and Electrical
Engineering from Cambridge University, John
was privately interviewed on graduation and
steered towards joining the Royal Navy’s ex-
panding Air Branch to specialise in radar.
The 12,450 ton Campania commissioned in
February 1944. Originally launched as a Cunard
Line refrigerator ship for the New Zealand mut-
ton trade, the lion of the Cunard House Flag was
incorporated in the ship’s crest with the motto
‘Of One Company’. Her conversion into an escort
carrier had been undertaken by Harland & Wolff
in Belfast.
Campania was the first escort carrier to be fitted
specifically for an Action Information Organisa-
tion and with a Type 227 radar. Her operations
room was capable of controlling fighters for con-
voy air defence and directing anti-submarine
search and strikes. The welcome addition of BABS
(Blind Approach Beacon System) allowed aircraft
to find the carrier at night and acquire the flight
deck lights to make a visual circuit for landing.
Commissioning Captain of Campania was a pre-
war observer from the 22nd Naval Observers’
Course of 1932/33, Acting Captain (O) Kenneth
Short. His Staff Officer (Air) was Lieutenant-Com-
mander (P) Anthony ‘Puppy’ Kennard DSC, who
had commanded 811 Squadron on Biter in early
1943 when the first aircraft from a convoy’s escort
carrier participated in the sinking of a U-boat (U-
203).
An escort carrier, the majority constructed from
mercantile hulls, only truly becomes a warship
when aircraft embark. Campania was assigned
813 Naval Air Squadron as ship and squadron
commenced their respective and joint work-ups.
Both Short and Kennard survived when the 813
Swordfish flying them ashore to inspect the
Squadron at Landrail/Naval Air Station Machrihan-
ish ditched after launch on 13 March 1944.
813 had first formed in January 1937 as a TSR
(Torpedo Spotter Reconnaissance) squadron
equipped with nine Swordfish I aircraft for service
on the China Station with Eagle. When World War
Two commenced they searched for German
raiders in the Indian Ocean with the Eastern Fleet
based in Ceylon. Arriving in the Mediterranean in
June 1940 813 became a composite squadron
when four Sea Gladiators were taken on strength.
The most notable of numerous actions was con-
tributing three Swordfish to the twenty-one aircraft

night strike by Illustrious against the Italian Fleet on
the original Taranto Night of 11/12 November
1940. After service in the Atlantic the squadron dis-
embarked from Eagle in October 1941 to Landrail
in Argyle, their first return to Britain in five years.
Re-equipped with nine new Swordfish, and two
Sea Hurricane’s, 813 embarked on Eagle for
Gibraltar and the Mediterranean. They had fortu-
itously disembarked their Swordfish to RAF North
Front in Gibraltar whenEaglewas torpedoed on 11
August 1942, taking the squadrons Sea Hurri-
canes down with her. Continuing to operate ashore
from Gibraltar and North Africa 813 next embarked
on Illustrious to return to the UK in October 1943.
The observer Lieutenant-Commander (A)(O)
Joseph Parish DSC reformed 813 at Merlin/Naval
Air Station Donibristle with nine Swordfish IIs on 1
November 1943. Taking an additional three Ful-
mar fighters on strength the squadron embarked
onCampania in April 1944 for Atlantic convoys un-
der Western Approaches Command. From Sep-
tember 1944Campania joined Home Fleet for Arc-
tic convoy duty, and 813 gained a flight of four
Grumman Wildcat fighters. Campania sailed from
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Although it looked obsolete, the Fairey
Swordfish was, however, an ideal match for
the Escort Carrier, and was a potent anti-
submarine weapon.

Swordfish

Powered by the reliable nine-cylinder radial air-cooled supercharged Pegasus engine, the
Fairey Swordfish was considered a lucky aircraft by crews, having a fabric construction too
flimsy to often trigger a cannon shells impact fuze. With a very low stalling speed and docile
controls, the type ensured a relatively safe return to a night landing on the narrow pitching
deck of an escort carrier.
A Swordfish TSR (Torpedo Spotter Reconnaissance) three-crew Mark 1 with Vickers or Lewis
machine guns could carry a 1600lb torpedo or 1500lb mine or wing mount 1500 lbs of bombs
and depth charges. To extend operational range a modification was introduced to add an
extra fuel tank in the TAG position when required.
To cope with the stress of firing eight 60lb high-explosive or 25lb armor-piercing rocket
projectiles the lower mainplane of the Mark 11 was strengthened with a metal undersurface.
Losing a crewman and gaining the latest ASV radar the Mark III, even with the more powerful
759 hp Pegasus 30 engine, needed to be fitted with rocket-assisted take-off gear to enable
escort carrier operations at max weight in low wind conditions.
The ‘Stringbag’ nickname reflected the all purpose nature of a housewife's string shopping
bag. Whatever was deemed useful for the mission - bombs, depth charges, torpedo, rocket
projectiles, flares, sonobuoys, mines, searchlight or radar - was attached to the forgiving
airframe and sent out on operations.
Reliable, lucky and successful in action the type outlived its planned successor, the
Albacore. An initial order for eighty-six Swordfish saw delivery commence in February 1936.
Albacores commenced their delivery flights in 1939 with production ceasing 800 aircraft later
in 1943. After 2,392 production aircraft the final Swordfish Mark III was delivered in August
1944. ✈

Wildcat fighters and one Fulmar night fighter of
813 were embarked.
On 5 February 1945 Rear-Admiral Rhoderick Mc-
Grigor CB DSO, Rear-Admiral First Cruiser
Squadron, transferred his flag from Norfolk to
Campania in Scapa Flow for Operation Hotbed.
The powerful escort force included a second es-
cort carrier Nairana, cruiser Bellona, sixteen de-
stroyers plus nine sloops and corvettes. The fol-
lowing day the escort force rendezvoused with the
convoy, and shortly after 16:00 all available 813
Squadron aircrew and officers mustered on the
flight deck for this photograph.
Very much an operational image the photograph
shows the redoubtable Rear-Admiral, with his
binoculars still around his neck, having obviously
just come down from the bridge. John in his later
years would remember vividly this officers direct
personality and confidence-inspiring leadership in
the trying conditions.
A junior officer at Gallipoli and the Battle of Jutland
McGrigor had specialised in Torpedoes. At 5’4”
(162cm) he was known as ‘Wee Mac’ and had
been Flag Captain of the battleship Renown
through hard fought Malta convoys. Made Flag Of-
ficer, Sicily, during the 1943 invasion of that island,
he was wounded while flying his flag from a motor
launch leading a subsidiary landing to cut off re-
treating German troops.
Although the Escort Force Commander, ship’s
Captain and Squadron Commanding Officer, are
present for the photograph not all of the aircrew are
gathered. The absent would have been airborne
on anti-submarine patrols and flying Combat Air
Patrol. The next crews to launch or on alert are
already in their flying gear. Two Swordfish crews
are standing left and right wearing immersion suits
while the kneeling Wildcat pilots have donned Mae
West lifejackets only, no doubt grateful for their en-
closed cockpits in these northern latitudes. Both
the Senior Pilot and Senior Observer, like many of
the others, have warm wool pullovers under their
jackets rather than shirt and tie. Only needing to re-
move a jacket made donning their immersion suits

much quicker.
As the photograph was being

taken a Luftwaffe Ju88 bomber
on a routine meteorologi-

cal flight was approach-
ing the convoy. John

has written on the
back of the photo-

graph the names
of two Wildcat pi-
lots, Fleishmann-
Allen on the left
and Smyth on
the right. There
is also the nota-
tion “took off
15 minutes
later & never

Scapa Flow on 16 September escorting JW.60 to
Murmansk.
Now commanding 813 was Lieutenant-Comman-
der (A)(P) Cyril Allen. The force protecting the thir-
ty-one merchant ships included the second escort
carrier Striker, the battleship Rodney and nineteen
other warships. Established routine would see the
warships assemble in the Tail of the Bank in the
upper Firth of Clyde while their Merchant Navy
charges gathered in Loch Ewe, before emerging in
convoy to face the challenges of the arctic weather
and the grim toll exacted by the waiting German
submarines and aircraft.
Escorting Convoy RA.60, the return convoy from
Murmansk, two ships were lost to U-310 one day
out on 29 September. The next evening Sub-Lieu-
tenant (A)(P) Malcolm ‘Mitch’ Mitchell and Lieu-
tenant (A)(O) David Bentley, flying a patrol at
25nm around the convoy, attacked U-921 with
depth charges and rocket projectiles, sinking her.
This success was dampened by the loss early that
morning of Cyril Allen and his Observer, Lieu-
tenant (A)(O) Keith Tilley, who failed to return from
a night anti-submarine patrol. Prioritizing convoy
protection with a wolfpack in the area, and given
the sea temperature 370nm north of the Arctic Cir-
cle, no search was undertaken.
By January 1945 six Arctic convoys had been es-
corted, two U-boats sunk and many Luftwaffe air-
craft shot down. At the end of the month 813
Squadron carried out night shipping strikes near
Vaagso in Norway. With the full moon of 28 Janu-
ary six Swordfish, each armed with eight 25lb rock-
ets, and four Swordfish with flares, launched at
20:00. Four enemy ships were struck before land-
ing back on at midnight.
When John’s sticky labels were removed it re-
vealed that on the rear of the photograph was writ-
ten among other notations “Feb 1945” and “RA,
JW 64”. These are the convoy designators for Op-
eration Hotbed, escorting Russian Convoy JW.64
to Murmansk 3 - 15 February, and the return Con-
voy RA.64, 17 - 28 February. As preparations were
made for Convoy JW.64 twelve Swordfish IIIs, four
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came back.” Despite being a formal group portrait
this immediacy to action by time and place, cou-
pled to identifiable participants and impending
loss, makes the image not just singular but possi-
bly unique to the Fleet Air Arm of those war years.
Sub-Lieutenant’s (A)(P) Richard ‘Flash’ Fleis-
chmann-Allen DSC and Robert Smyth were on
standby to man and launch their Wildcat day fight-
ers. Operating from Fencer with 842 Squadron,
Flash had been awarded a DSC when he shot
down a Condor in the Bay of Biscay while protect-
ing Convoy OS.60 in late November 1943. When
Campania’s radar detected a contact at 28 miles
they launched to intercept at around 16:50, fifteen
minutes after this photograph was taken. Flash
was in Wildcat Z7 and Robert, his wing man, in Z5.
It took almost thirty minutes flying before the Ju88
was acquired visually.
Intercepting at 17:18 in position 63°36'N 2°14'W
over the Norwegian Sea they were 180nm south of
the Arctic Circle and almost due east of Trond-
heim. As the enemy aircraft rapidly descended to-
wards a cloud layer at 1000 feet Flash fired in
bursts and watched the twin-engined bomber, trail-
ing smoke, dive into the sea. Any satisfaction at the
victory was instantly muted as the Ju88’s defen-
sive fire had hit his wing man, and Robert’s Z5 also
went down. Flash forlornly stated that: “we had
flown together for the last two years, and it was a
very sad moment for me.”
Low on fuel and unsure of the carriers exact posi-
tion Flash eventually found Campania in the dark
and managed to land safely. Sailing ever north the
weather deteriorated with heavy snow and fre-
quent gales. The Ju88 crew had, however, man-
aged to report the convoy’s position. Alerted, the

Arctic Convoys

The disastrous losses of Convoy PQ.17 in June 1942
showed that air cover was just as desperately needed
in the Arctic as it was in the Atlantic or Mediterranean.
A Russian convoy’s passage, where no allied land-
based air cover was possible for perilous days, skirted
the ice pack as far as possible from the long
Norwegian coastline with its numerous Luftwaffe
airfields, and those remote northern fjords hiding
Luftwaffe catapult ships and Kriegsmarine warships.

Convoy PQ.18 in September 1942 had been escorted
by a powerful force, which included the escort carrier
Avenger with embarked Sea Hurricanes and Swordfish
to close that Arctic air-gap (see ‘SNO Number One’
Flyby October 2022), but no further carriers could be
spared until Chaser escorted Convoy JW.57 in
February 1944. Since early 1943 the Admiralty had
recognised that two escort carriers per convoy was
optimal. In the Arctic this was finally achieved for
Convoy JW.58 in March 1944 with Activity and Tracker.
Aboard Tracker the Staff Officer (Air) was the newly
promoted Lieutenant-Commander Victor Smith (O)
DSC RAN. ✈

Described as ‘The worst journey in the world’,
the Arctic Convoys were the lifeblood of the
Russian front - but at a dreadful cost.

Kriegsmarine formed eight U-boats into Wolfpack
Rasmus and positioned it ahead of the convoy.
Day and night - though daylight was soon only six
hours long as they advanced northwards - JW.64
now became the concentrated subject for enemy
attacks.
The Luftwaffe Commander-in-Chief, Reichmar-
shall Hermann Göring, in a teleprinter order to the
bomber wing KG 26 at Trondheim-Vaernes on 7
February, personally demanded that the escorting
carriers, Campania and Nairana, were to be sunk.
Hours later a force of forty-eight Ju88 torpedo
bombers were detected on radar and several days
of massed torpedo bomber attacks followed. The
aggressive flying of the carrier’s fighters, and the
ships anti-aircraft barrages, resulted in twenty-
three attacking aircraft being shot down. KG 26 re-
ported twenty-one airmen confirmed killed and
forty-five missing. No merchantmen were lost al-
though a corvette, Denbigh Castle, was torpedoed

RAAF SWORDFISH - Fact Stranger Than Fiction!
March 1942 was a fraught time for the Group Captain based at RAAF
Pearce just north of Perth. The Lockheed Hudsons of 14 Squadron
were flying maritime reconnaissance and anti-submarine patrols to
protect the convoy routes into the Port of Fremantle, while 25
Squadron was tasked to defend Perth with her obsolete Wirraways
and Brewster Buffaloes. 77 Squadron was hurriedly forming at the
base with Curtiss P-40 Kittyhawks prior to deployment north to
defend Darwin against the continuing Japanese air attacks.
Only four months earlier aircraft had been sent out in the forlorn
search for the missing Sydney. Since then Parramatta, Perth and
Yarra had also been lost in action. With war declared against Japan in December 1941 Singapore had fallen by
mid-February 1942, and Darwin was attacked for the first time on 19 February 1942. The Group Captain was
struggling to find the resources to man detachments along the vast Western Australian coastline, and losing a
third of his Hudsons to Northern Command made him desperate for additional aircraft assets.
Just arrived in port was the US merchantman SS Robin Tuxworth with nineteen boxed Kittyhawks for 77
Squadron. On 17 March the base’s Duty Officer informed his Group Captain that another six wooden aircraft
cases had arrived from the port at the local Bullsbrook railway siding. On opening the crates it was discovered
that the expected P-40’s were in fact six Fairey Swordfish I aircraft. The paperwork showed they had been taken
on Royal Navy strength in September 1941. Something had gone well astray in the worldwide shipping of vital
war matériel during the intervening months.
Not one to pass up this ‘Fairey Godmother’ sent gift the grateful Group Captain instructed a Sergeant with Wapiti
airframes experience to assemble the Swordfish. Despite a lack of technical and flying manuals the Group
Captain safely test flew the first one assembled by the various trade specialists under the direction of that very
competent Sergeant. For several months Western Australia became used to the sound of a ‘Peggy’ engine as
the Swordfish flew anti-submarine patrols as well as communication duties between Pearce and the Squadron
detachments up the coast.
Inevitably RAAF Headquarters in Melbourne intervened. They ordered the enterprising Group Captain to have
his unofficial fleet disassembled and re-crated in May. The crates were then shipped on to their rightful naval
owners via the Royal Naval Aircraft Repair Yard in Nairobi. One (pictured above) went to Boscombe Down
where, in October 1943, it underwent handling trials fitted with the latest Mk.XI ASV and pumpkin searchlight
proposed for the Swordfish III. ✈

AU-Boat of the Kriegsmarine in Arctic Waters. Win-
ston Churchill later revealed that Germany’s assault
on maritime shipping was, in his opinion, the single
greatest threat to Britain’s ability to prevail.✈

Sub Lts Richard “Flash” Fleischmann-Allen DSC
(left) and Robert Smyth (right) who featured in the
Squadron image on page 1 were on standby to launch
their Wildcat fighters. Minutes after the photo was
taken, Smyth was shot down and killed.✈
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shifting cargoes, and splitting decks were among
the very genuine reasons for dropping astern…’ At
one stage the convoys average speed of advance
was only 3½ knots. Maintaining aircraft in these
huge seas, with its penetrating cold and frozen
gear while occasionally shipping green water the
whole length of the flight deck, was arduous in the
extreme. Twelve of the sixteen escorting destroy-
ers had to dock on return for hull repairs, as did
Campania herself.
The squadron disembarked to Sparrowhawk/
Naval Air Station Hatston in the Orkneys, and then
on 1 March 1945 flew on south to Landrail. Safely
ashore in Scotland the opportunity was taken for
another squadron photograph of all those not on
well-earned leave.
These men of 813 Squadron escorted a further
four Arctic convoys before the war finished.
There had been seventy-eight Arctic Convoys
since August 1941 and Campania, with 813
Squadron embarked, had escorted ten percent of
them. At the German surrender in April 1945 Loch
Ewe, in grim irony, became one of the marshaling
points for many of the German U-boats that had
surrendered while at sea. ✈

with eleven dead on 13 February as the convoy
approached the Kola Inlet leading to Murmansk.
Knowing that the return convoy RA.64 would face
the waiting U-boats as soon as they left the Kola
Inlet McGrigor’s tactics, that had served him well in
similar circumstances in December 1944, saw the
close escort group sortied the afternoon before on
an anti-submarine sweep. The corvette Alnwick
Castle and sloop Lark sank U-425 that night. As
the thirty-six ships of RA.64 sailed on 17 February
Campania’s Swordfish immediately commenced
patrols. Lark was torpedoed by U-968, who also
struck the merchantman Thomas Scott. John wit-
nessed from the flight deck the corvette Bluebell
explode later that day. An acoustic homing torpedo
from U-711 hit her stern and set off the readied
depth charges. Sinking within 30 seconds there
was but a lone survivor.
Having faced down the Kriegsmarine and Luft-
waffe, RA.64 now faced the worst weather
recorded of any Arctic convoy as they encountered
two consecutive Force 12 hurricanes with winds of
80+kts Campania at one stage was rolling 45º
(basin heeling trials would only risk a little over 30º)
while shipping green water down the full length of
the flight deck necessitating her temporary heav-
ing to. John remembered 60 foot waves, twice the
height of the flight deck, and when he saw the Se-
nior Engineer looking worried decided it was time
for him to be worried.
Rear-Admiral McGrigor reported ‘…much difficulty
in keeping stragglers with the convoy. Engine trou-
bles, defective steering, ice-chipped propellers,

813 Squadron ashore at HMS
Landrail March 1945

Landing on a small deck, even in benign
conditions, was hazardous - as shown
here. This Swordfish has ‘ballooned’over
the crash barrier and is heading towards
the folded aircraft, to the consternation of
the deck party who are displaying discre-
tion rather than valour. ✈
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Captain Short (left) with McGrigor (right).

Wee McGrigor with the Cap-
tain of HMS Amythest Rear-Admiral McGrigor, promptly promoted Vice-Ad-

miral, became Second-in-Command Home Fleet, and
was knighted several months later. ‘Wee Mac’, the
smallest Commander-in-Chief since Nelson, was made
First Sea Lord in 1951, and an Admiral of the Fleet in
1953. Throughout that decade Sir Rhoderick proved a
formidable advocate for carrier air power.
Captain Short was awarded the Distinguished Service
Order for Operation Hotbed.
Sub-Lieutenant Fleischmann-Allen earned a second
Distinguished Service Cross for his Arctic flying with
813. Shortening his surname to Allen he resumed the
tertiary studies that had been interrupted when he
joined the FAA in 1941. Qualifying as a civil engineer
Flash became a ‘Ten Pound Pom’ and emigrated to
Australia.
Sub-Lieutenant Boothroyd worked post-war with the
electronics company A.C.Cossor. Moving into research
with English Electric he helped develop DEUCE, the
Digital Electronic Universal Computing Engine, one of
the first commercial computers. John, like Flash, emi-
grated to Australia. In 1964 he was appointed Officer-in-
Charge of the Computer Centre at the University of Tas-
mania and for the Hydro Electric Commission. Retiring
early, in 1975, John Boothroyd died in Melbourne in
2007.

Campania became a Training Carrier, accompanied by
its inevitable accidents, in April 1945. After post-war
Trooping duties she was placed in reserve. Loaned for
1951’s Festival of Britain her hangar became an exhibi-
tion hall. Un-
der the mer-
chant Red En-
sign she was

formally known as ‘The Festival Ship Campania’ and visited
ten ports.
Back under the White Ensign Campania arrived in Freman-
tle at the end of July 1952. With two Sea Otters and three
Dragonfly helicopters embarked she was the Headquarters
ship for Operation Hurricane - the first atomic bomb test at
the Monte Bello Islands off Karratha, Western Australian.
The Admiralty in London had suggested the site to which the
Australian government acquiesced. (See “Monte Bello Burn-
ing”)
Eleven RAN ships led by Sydney (with 805 and 817
Squadrons embarked) supported the RN force. Campania,
at 15nm, was closest to the explosion - in the hull of the
frigate Plym - on 3 October 1952 when the UK became the
world’s third nuclear power. Two Dragonflies then immedi-
ately flew into the lagoon site to take samples.
Campania arrived back in the UK mid-December and was re-
turned to reserve. She went to the breakers yard in 1955.✈

Postscript 2
813 Squadron, happy with their forgiving ‘Stringbag’
and her reliable ‘Peggy’ engine, were not so lucky
with its replacement as they converted to single seat
strike fighters. From late 1945 they were equipped
with the Blackburn Firebrand, branded “a disaster as
a deck landing aircraft” by that survivor from Audac-
ity, the now famous Navy test pilot Eric ‘Winkle’
Brown.
Converting in May 1953 to the contra-rotating turbo-
prop Westland Wyvern the squadron was the first to
take the type to sea on Albion. There they discovered
its ‘disturbing’ tendency to flame out from fuel starva-
tion with the g-forces of a catapult launch. After sev-
eral losses Lieutenant McFarlane gained the un-
sought distinction of surviving the first underwater
ejection when his submerged aircraft was cut in half
by Albion’s bow.
Of 124 Wyverns produced 39 (32%) were lost. 813 Squadron was disbanded in 1958 after two decades of
service. ✈

John Boothroyd’s section of six-
teen Radio Mechanics gave the
antiquated Swordfish its major
tactical advantage in these later
years of the war - the ASV (Air-to-
Surface Vessel) radar fitted to the
Swordfish II and III. Combined
with the Swordfish’s night strike
capability ASV radar made the bi-
plane a still potent anti-submarine
weapon system. Joining Campa-
nia in Belfast John hand delivered
“those things made in Birming-
ham” - the top secret magnetrons
for the airborne radars.
ASV had first been introduced
into service in 1940, but its low
power output and poor receiver
performance limited its range.
However, technology was rapidly improving. A new material called Polythene solved ca-
bling problems, and a commercial vacuum tube developed for television receivers pro-
vided greatly improved power and frequency response in a smaller, more reliable pack-
age.
By mid-1940 an improved Mk.II ASV was being fitted to Coastal Command aircraft In May
of 1941 An ASV II equipped Swordfish detected the German battleship Bismarck as it at-
tempted to return to France for repairs. This detection led to Bismarck’s destruction the
next day. ASV’s acuity was initially more problematic for submarine contacts, however, es-
pecially in higher sea states, and improvements continued throughout the war years until the
latest Mk.XI centrimetric set, fitted between the wheels of the Swordfish III.
Early sets would lose the contact as the aircraft approached, requiring the use of flares or
searchlights to carry out a night action, but forcing the U-boats to dive proved almost as much
a tactical success as successfully sinking them and convoy losses rapidly reduced.
To keep that sensitive and fragile radar and radio equipment serviceable in the extreme con-
ditions for maintenance of a small escort carrier’s hangar and workshops during Arctic foul
weather still evokes admiration. ✈

ASV - A New AdvantagePostscript 1
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Armourers AM/O Nickel and AM/O Dick
load rockets onto the rails under a Sword-
fish’s wing aboard Campania. ✈

Aussie Swordfish Aviators
While opportunities for Australians keen on a naval
aviation career were sparse after the demise of the
Royal Naval Air Service in 1918 through until 1947,
there were some dozens who achieved aircrew
status in both the RAN and the RN over those
decades. Aviators who served in Swordfish are an
even smaller (and well decorated) handful:

Lieutenant Commander Palgrave ‘Pally’ Carr (P)(O) DFC RAN
Flew with the Swordfish equipped 810 Squadron embarked on Ark Royal pre-war. In 1941 Pally was
Senior Observer of 814 Squadron on Hermes with the Eastern Fleet and commanded a Swordfish
detachment ashore in Ceylon.

Lieutenant Harry Gerrett (O) MiD RAN
As Senior Observer with 820 Swordfish Squadron on Ark Royal Harry ‘led a squadron against the
enemy with courage and ability’ off Norway and in the Mediterranean during 1940. (See ‘On The
Shoulders of Giants’ Flyby August 2021)

Acting Lieutenant-Commander Gerald ‘Gerry’ Haynes (O) DSO RAN
Senior Observer when 828 Squadron embarked on Victorious for Arctic strikes against Kikenes in
July 1941, Gerry became the first Australian to command an FAA Squadron in December 1941.
Operating out of RAF Hal Far during the Siege of Malta he led the Albacore and Swordfish equipped
squadron in night strikes against enemy shipping and aerodromes in Sicily and Libya. Gerry was the
only one of the squadron’s nine original Observers to survive these operations.

Lieutenant Charles ‘Sprog’ Lea (P) DSC RNVR
Attached to 819 Squadron Sprog launched from Illustrious in Swordfish L5H with his Observer, Sub-
Lieutenant Jones DSC, as part of the second strike element of the Taranto Raid in November 1940.
Releasing his torpedo at 600 yards (550m) he hit the battleship Caio Duilio abreast her No.2 Turret
putting a 36ft by 23ft (11m by 7m) hole in her, forcing the Italian Admiral to immediately beach the
flooding ship.

Acting Lieutenant-Commander Edward Bernard ‘Barney’ Morgan (P) RANVR
As Senior Pilot Barney flew Swordfish in the Battle of the Atlantic with 811 Squadron under ‘Puppy’
Kennard aboard the escort carrier Biter. Barney took over command of the Squadron in November
1943, when Kennard went to Campania, becoming the second Australian to command an FAA
squadron.

Lieutenant Victor ‘VAT’ Smith (O) MiD DSC RAN
VAT led the unsuccessful June 1940 Swordfish torpedo strike on the battlecruiser Scharnhorst. At
240nm from Sparrowhawk/Naval Air Station Hatston in the Orkney Islands the strike was conducted
at maximum range with hastily fitted long range tanks. Two out of the six aircraft were shot down,
with no survivors, and one aircraft landed with only 7 gallons of fuel remaining. ✈

The Only Australian Aviator
To Torpedo A Carrier
In WorldWar Two there were six hundred Royal New Zealand
Navy Volunteer Reserve officers in the Fleet Air Arm. In the
Royal Australian Navy prior to 1945 therewere but twoVolun-
teer Reserve pilots, Hugh Thom and Edward Bernard ‘Bar-
ney’ Morgan. Barney was the only Australian to ever torpedo
an aircraft carrier.

The twenty-six year old BarneyMorgan fromSydneywas ap-
pointed a Sub-Lieutenant RANVR in June 1940. Sent to Syd-
ney’s Rushcutter base to learn the intricacies of anti-subma-
rine warfare it was not Barney’s forte. After an initial failure,
he passed the Detector Course with only an average rating.

Arriving in the UK in March 1941 Barney was posted to the
850 ton Cricket class trawler Paynter before becoming First
Lieutenant of the 925 ton flower class corvette Celandine.
Barney was promoted Lieutenant the same day Celandine
combined her depth charge attacks with Nasturtium and
Gladiolus to sink U-556 south west of Iceland on 27 June
1941.

There is no record of how Barney managed to commence flying training in October 1941. This
time there was no doubt about his aptitude and June 1942 found him undergoing a Swordfish TSR
Course before joining 811 Squadron in September 1942. The next few months saw the squadron
tasked by RAF Coastal Command with night shipping strikes and mine-laying in the English
Channel from RAF Bircham Newton in Norfolk.

With nine Swordfish and threeWildcat fighters 811 Squadron embarked on the escort carrierBiter
in February 1943. Over the ensuing months in the Atlantic Biter operated with various Escort
Groups as submarines were hunted down and intruding aircraft shot down. As well as the usual
deck crashes and ditchings, the squadron lost a crew in May to the guns of U-230. Active opera-
tionsmature aircrew quickly, the FAAwas expanding rapidly, and bymid-1943 Barney was Senior
Pilot. On passage between Halifax and Belfast the SP ballooned over the barrier and crashed into
one of the Wildcats in the aircraft park.

811 was equipped with the secret Mk. 24 acoustic homing torpedo codenamed FIDO. On Novem-
ber 16, two days out from Scotland, Biter was experiencing a heavy swell. Barney, carrying a Mk.
24, stalled over the round down and ditched on Biter’s starboard quarter. Torn from its cradle the
torpedo went active, promptly acquired ‘mother’ and blew up against her rudder. ‘Biter bitten by
FIDO’ passed into FAA legend during the four weeks the carrier spent undergoing dockyard re-
pairs in Rosyth.

Acting Lieutenant-Commander Morgan assumed command of the Squadron two weeks later at
Merlin/Naval Air Station Donibristle where the Squadron had disembarked, becoming the second
Australian to command a FAA squadron. All was forgiven when he embarked the Squadron back
on the good-as-new Biter in January 1944. After operations under Coastal Command from RAF
Limavady near Derry in June 1944 Barney was posted to Lancashire in command of 766
Squadron atNightjar/Naval Air Station Inskip. An Operational Training Unit the squadron strength
was thirty Swordfish, which were replaced by Fireflies from October 1944.

Barney returned to Sydney in early 1946 and was discharged to shore that September. In July
1947 at St. Marks Church, overlooking Rushcutter, he married Marjorie Bain. The couple had five
children and retired to Cheltenham. Barney died in 1986 at the age of 70.✈
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CAN YOU HELP?
We have started work on a
‘Heritage’ Article on the Sea-
hawk S70B, but urgently need
some pilot input. What was
your story with the Seahawk?

What was it like to fly, and what were your experiences and stories? Please don’t leave
it for someone else...help us capture the history of this remarkable aircraft. Email the Edi-
tor here. ✈

S70B1
2

3
4 5 6

7

8

We think this was taken in 1990, perhaps in Hawaii and probably a Ship’s Flight? We need the names
for a forthcoming article. Can anyone help please? Email the Editor here. ✈

Now re-digitised and with a swag of
new pages, we are pleased to be able to
bring our new Sea Fury “Heritage”

article to our website. With 34 x A3 size
pages full of facts, anecdotes,

photographs and information, this
collection is truly a story worth reading.
Simply click on the button to the left to

start the journey.Sea Fury Story

mailto:webmaster@theFAAAA.com
mailto:webmaster@theFAAAA.com
https://www.faaaa.asn.au/wp-content/uploads/2022/11/SeaFuryv4.pdf
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Subscription Payment for
Members

ACT DIVISION
Amount: If you receive ‘Hard Copy’ Slipstream -

$36.00
If you receive Electronic Slipstream –
$24.00

Account Name: FAAAA
BSB: 032 719
Account: 374 093.
Reference: Membership Number or your
surname+initial
Cheques: The President FAAAAAct Division, 41
Noarlunga Crescent, BONYTHON 2905. Ensure you
put your full name on the back!

SA DIVISION
Amount: If you receive ‘Hard Copy’ Slipstream -
$49.00. If you receive Electronic Slipstream – $37.00
Account Name: FAAAA
BSB: 065 118
Account: 009 05 668.
Reference: Membership Number or your
surname+initial
Cheques: The Treasurer FAAAA SA Division, 6
Somerset Avenue, CUMBERLAND PARK, SA 5041.
Ensure you put your full name on the back!

QLD DIVISION
Amount: $40.00 per annum.
Please note subs would be appreciated no later than
end Jan23 but earlier payment would be great.
Account Name: FAAAQld
BSB: 034 611
Account: 171 277.
Reference: Membership Number or your
surname+initial.
Cheques: The Treasurer FAAA QLD Divn, 6/74
Mattocks Rd., Varsity Lakes, QLD 4227. Ensure you
put your full name on the back!

VIC DIVISION
Amount: If you receive ‘Hard Copy’ Slipstream -

$45.00.
Associate Members - $10.00

Account Name: FAAAA
BSB: 083 961
Account: 3108 23 774.
Reference: Membership Number or your
surname+initial
Cheques: The Treasurer FAAAA VIC Division, PO Box
2179 RMH Post Office, PARKVILLE 3050. Ensure you
put your full name on the back!

TAS DIVISION
Amount: $35.00 per annum.
Account Name: FAAAA
BSB: 037 013
Account: 133 119.
Reference: Membership Number or your
surname+initial
Cheques: The Treasurer FAAAA TAS Division, 7
Danbury Drive, LEGANA 7277. Ensure you put your
full name on the back!

If you need some advice/
help

You can make a payment as per the
instructions on this page but if you need
some help, contact the webmaster here.
We are very aware of the recent increase
in the cost of living, so if you would prefer
to pay in six-monthly installments, let us
know and we will see what can be done.

WA DIVISION has declined to publish its payment
details. If you have any queries please contact the
Secretary, Keith Taylor.

Did you know you can pay for future years of
membership in advance (except ACT Division)?
This will protect you from future price increases,
and will save you from the chore of renewing
each year.
Simply make your payment a multiple of
however many years you wish to sign up for: e.g.
for a NSW Slipstream ‘Softcopy’ recipient, one
year = $30, two years = $60.00 and so on.

NSW DIVISION
Amount: If you receive ‘Hard Copy’ Slipstream -

$40.00
If you receive Electronic Slipstream –
$30.00

Account Name: FAAAA
BSB: 637 000
Account: 7168 19 388
Reference: Membership Number or your
surname+initial
Cheques: The Treasurer FAAAA NSW Division, PO
Box 28, NOWRA 2541. Ensure you put your full name
on the back!

For less than the annual cost of a
cup of coffee a month...
You can continue to be (or be-
come) a member of the Fleet Air
Arm Association of Australia
and:
• Get 12 editions of “FlyBy” maga-

zine each year.*
• Get four editions of “Slipstream”

magazine each year.*
• Receive occasional advice about

news of interest.
• Be part of the FAA veteran community,

and
• Help the Association help others.

If you wish to join up, simply click here to apply. If you are already a mem-
ber, please help by paying your 2023 subscription now.
*For as long as we have volunteer editors

HOWWE PROTECT YOUR DATA
Stealing information has been much in the
news recently, and we take our data security
seriously.
Here’s our strategy:
• We never keep personal financial data

of any kind in our database, such as
credit card or bank account numbers.

• We don’t keep “ID” data such as driving
licence or passport numbers.

• Our database is not networked. It is a
stand-alone item stored exclusively on
two separate devices.

• The data on our database is encrypted.
• We don’t store data that’s no longer rele-

vant or needed.
• All personal contact information has

been removed from our website,
If you have any questions or concerns, con-
tact the webmaster here. ✈

mailto:webmaster@theFAAAA.com
https://www.faaaa.asn.au/about/join-the-fleet-air-arm-association-of-australia/
mailto:webmaster@theFAAAA.com
mailto:webmaster@theFAAAA.com
mailto:webmaster@theFAAAA.com
mailto:webmaster@theFAAAA.com
mailto:webmaster@theFAAAA.com
mailto:webmaster@theFAAAA.com
mailto:webmaster@theFAAAA.com
mailto:webmaster@theFAAAA.com

