
Edition 66 - Feb 2023
Fleet Air Arm Association of Australia

Looping AGannet
Recollections of a reluctant passenger

IWant To GoTo Australia
A True Story of the Power of the Human Spirit

Help Preserve the Skyhawk Story
The book needs your support to get airborne

AGlorious Record
The Korean Conflict Carriers Competed in more than flying...



1977 2022

✈

The first month of the new year has slipped
away quietly, reinforcing the notion that the
older you get, the quicker time passes. It
should be the other way around.

A couple of things to comment on this month.
Firstly, you’ll see a double page spread in this
magazine asking for donations to help publish
a new book on the RAN’s A4G Skyhawks.
The book is the brainchild of Peter Greenfield
and David Prest, who have laboured mightily
to collect a wealth of stories and photographs
from people who best knew the Skyhawk -
those who maintained and flew it.

Our application for a DVA Grant to cover the
cost of a professional editor was knocked
back, so we are asking for help. So far the
appeal is going OK but we are no where near
the target yet, so please consider donating a
few dollars (or a lot!) towards this worthwhile
cause. Clicking on the link on page 7 will tell
you all about it and will also give you the
donation link.

Second, access to past copies of this
magazine will change in the next month or so.
Up to now they’ve been available for all and
sundry to peruse, but they will shortly be
stored behind our website firewall instead.
This means you’ll need to be an Association
member to access the past copies library.

For the moment we will continue to send the
new edition of the magazine to everyone on
the FlyBy distribution list, some of whom are
not FAAAA members. This means
everyone will have access to the most
recent edition for a period, before it is
loaded into the library.

In the coming months
we will consider whether
there should be a small
charge for FlyBy for
non-FAAAA
members, reflecting
that it’s now a fully-
fledged and
professionally
produced
publication. This
fee will NOT
constitute membership of the Association -
rather, it will be a modest charge simply to
help cover the cost of producing FlyBy and
storing it on the website. Existing members
will, of course, be fully covered.

Finally, I’d like to thank everyone who has
contributed something in this edition - be it a
Letter to the Editor - which is really the
heartbeat of any successful periodical - or
more substantial stories such as “Looping A
Gannet” or “A Glorious Record”. Every
contribution is welcome and helps us build an
interesting and viable magazine, so please
chip in!

I can always be contacted here.

Stay safe.

Marcus Peake, Editor
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HMAS Anzacs
MH-60R Seahawk
helicopter ‘Raven’
waits for clearance
to land back
onboard following
an air to surface
firing serial, while
underway for
Indo-Pacific
Endeavour 2022.
Defence Image.✈

Dear Editor,
I may be getting
older and more
forgetful, but I don’t
remember writing to
you asking the
question about paint
colours for A4s in
the January 2023 FAA news!
I was DNAW when the proposal was being considered
in 1986/7. I recall that the main push-back came from
DNAE, Brian Ferry who was not convinced that the
effort & expense was justified as there wasn’t a
considered Navy Office paper submission making the
argument. I think he was right … about the lack of
paperwork. The proposal had good support from
Adrian Cummins who was my boss and from Neil
Ralph who was Deputy CNS…and the deal was done.
Happy New Year. David Collingridge. ✈

Dear Editor,
I can shed some light on the image of LCDR Joe Gates
and Tracker 153598 (843).
Joe Gates arrived at ALBATROSS in August 1968 on
exchange from the USN, and his posting extended until
at least March 1972. Relevant copies of Navy Lists are
attached fromMarch 1969 to Sept 1972 with his entries
highlighted. The Sept 1972 list shows that he reverted
to the USN (although it is a typo and says RN) some
time between March 1972 and Sept 1972. I was serv-
ing in 851 Squadron at H Hangar from March 1970 up
to June 1973 when I went to sea with 816 Squadron.
The image of Joe and the Tracker appears to have
been taken at the northern end of H Hangar. Compare
that image to the one of Tracker 842 and the skylights
in the curved hangar roof are identical. I have marked a
red X on the picture of H Hangar in 1973 where I be-
lieve he would have been standing.

I have memories of the Willy’s ute being driven around
ALBATROSS, it was very loud, LHD naturally and the
ute deck was highly varnished timbers – not designed
for carrying bulky loads! The Navy List does not state
what position(s) Joe occupied at ALBATROSS but I
have a vague recollection that he had an engineering
quality control role.
Tracker 153598 was damaged in the 1976 hangar fire,
was repaired and renumbered from 843 to 841 when it
came back into service as one of the three operational
S-2E’s (840, 841 and 842). The new, second-hand S-
2G’s were numbered from 844 to 859, so number 843
was skipped between the E’s and G’s. I was ‘fortunate’
enough to ‘relieve’ 843 of its ID plate before it went off
to the gun-runners for disposal in 1985.
Should Joe Gates’ grandson wish to make contact with
me please go ahead and pass my details to him.
Best regards, Terry Hetherington. ✈

By Editor. Last month we posted the picture above,
asking if anyone could give the date and location
when/where it was taken. We thought it might have
been in San Diego as we assumed the Ute in the
foreground was in the States. We had quite a few
readers respond to say that LCDR Joe Gates, in the
photo, had served on exchange in Nowra and had
brought it with him. The most comprehensive
answers are printed below, but a big thank you also
to Phil Landon, Keith Englesman, Norman Goodsir
and Owen Nicholls, all of whom took the trouble to
help solve the mystery.

Dear Editor,
The photo was taken outside H Hangar at NAS
Nowra. Joe was on loan from the USN and worked
with us at AMAFTU in the late 60s early 70s.
From memory the vehicle was a 1942 model Willys
converted into a hot rod and fitted with a Pontiac GTO
V8 motor and drive chain. Just about everything was
non- standard, the seats were from a small FIAT and
the steering wheel from another make of vehicle while
the rear wheels were (for the day) massive. Naturally
it was LHD. He had put it together in Bremerton, Wa.
and had it shipped to Australia when posted here. I
think the shot was part of a PR exercise but am un-
sure of the precise detail. I was able to visit him in
Bremerton in 1986 and again in 1989 and he had an-
other 11 cars in storage at the time and was a serious
car enthusiast. The Tracker was one of ours on Aus-
tralian soil.
Regards, Jerry O’Day. ✈

mailto:webmaster@theFAAAA.com
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alas this was no fishing trip. Strahan is the center for the
World Heritage Cruise on LakeMacquarie and the Gor-
don River.
It is also the location of Sarah Island, the site of the
harshest of the Tasmanian penal colonies. There are
two cruise operators but my recommendation would be
to take the red boat – you will not be disappointed.
After spending two nights in Strahan, also in a B & B it
was off to CradleMountain and some serious hiking be-
fore the weather changed, staying at the 5-star Cradle
Mountain Hotel with its roaring open fires.
Next stop was Launceston and the Tamar valley, the
Swiss village of Grindelwald and the wine trail. With half
our tour behind us it was time to head for the East
Coast and the scenic fishing town of Bicheno, where
the freshest and most succulent oysters could be
bought direct from the fishermen’s cooperative for $10
per dozen.
We could have easily stayed at Bicheno for a couple of
days but the Freycinet National Park and some more
hiking beckoned, and after a good night’s rest in a cabin
at Coles Bay Big 4 Caravan Park we got an early start
on our tramp to Wineglass Bay.
After spending two nights at Coles-Bay it was time to
head south to Port Arthur where we had allocated two
days to explore the historic site and surrounding areas.
Staying at Storm Bay, a charming B & B just 10 kms
from the site, we found our selves sharing the view from
the deck, and having a sundowner with another couple,
the husband who turned out to be another retired avia-
tor, ex Ansett, and who later joined us for dinner.
Tasmania shares a somewhat harsh and often cruel
past but of all of the penal establishments that we vis-
ited none surpassed the coal mines as an historical ex-
ample of man’s inhumanity to his fellow man.

The last leg of our tour was spent following the Huon
Trail, a meandering valley, south of Hobart, and divided
by the Huon River. As a keen sailor I was drawn to the
Wooden Boat Center located in Franklin, where one
can watch young craftsmen learning the trade of boat
building using traditional methods and the fine timbers
that are grown in Tassie, not least being the Huon Pine
itself.
If you haven’t already done so, I can highly recommend
a trip to our southernmost state. The scenery is stun-
ning, the food great, and the natives very friendly. Even
the local wine is very palatable, particularly the Pinot
Gris…
The only drawback is the propensity to gain weight, in
our case about a kilo each. Blame it on the scallop pies
which are just yummy…
Anson Goater.
By Editor. Thanks Ted, and also for the collage of photo-
graphs which I’ve appended below to whet the appetite
of anyone thinking of venturing south. You should be
able to see it if you expand your page a bit. ✈

Dear Editor
It was great to see the article on Flying Under Bridges
(Sydney Harbour) in the last edition of “FlyBy” and I
recall several other more recent occasions. I also
suspect there are more that have occurred since my
examples.
My first example relates to the opening of the Sydney
Opera House by Her Majesty, Queen Elizabeth II on 20
Oct 73. I was on leave as a CMID from RANC and
witnessed the massive flypast of RAN helicopters that
progressed past the Opera House westbound under
the Bridge, around Cockatoo Island then back under
the Bridge eastwards towards the Heads and home to
NAS Nowra. It comprised Wessex, Iroquois and Bell
206s and was quite impressive.
On July 1994, HS 816 Squadron flew eight S-70B-2
under the Bridge from west to east after saluting two of
our members who were fighting cancer in Royal North
Shore Hospital (LCDR Laurie Beavan and LEUT
Leigh Godlonton). The formation was led by LCDR

Mark Ogden and I flew as No. 2.
On Australia Day and during a few other National or
Naval commemorations or celebrations, Sea Kings or
Seahawks would fly the White Ensign and/or the
Australian National Flag around Sydney Harbour and
on most occasions, under the Bridge as well.
It was always a highlight event for the public and the
aircrew involved, even though it was usually on a
holiday!!
Yours aye, Brett Dowsing. ✈

Dear Editor,
In the early sixties as a F/O on the venerable Fokker
Friendship I got to see a lot of Tasmanian airports, but
aside from the odd trip into Hobart with the rest of the
crew for a lobster lunch – courtesy of TAA – I saw very
little of the state, except from the air.
Last October my wife and I decided to rectify this omis-
sion by returning to the Apple Isle for a sixteen-day road
trip and hoping that the spring weather would be kind to
us.
It started with a pleasant enough flight on Virgin flying
direct from Brisbane to Hobart on a Friday, having in
mind a visit to the famous SalamancaMarket the follow-

ing morning.
And just what a market it is, over a kilometer
long and three rows wide and boasting
enough wares to interest the most blasé of us.
As an additional treat the Vintage Car Club
was holding its rally in the adjacent gardens
with some really fine restored classics on dis-
play.
The afternoon was spent exploring Constitu-
tion Dock, and both the Maritime and Hobart
Museums.
An early start Sunday morning saw us at the
top of Mount Wellington enjoying the superb
views in CAVOK conditions, but due to a brisk
wind blowing the temperature had dropped to
just four degrees so it didn’t pay to linger too
long.
The next stop was the Museum of New and
Old Art otherwise known as Mona. From the
obese Porsche, to the plaster castes of sev-
enty- seven vaginas, if this exhibition does not
stimulate and/or confront your senses, nothing
will. And yes, they do come in all shapes and
sizes…
In Hobart we stayed at Amberley House, a re-
stored Edwardian mansion run as a boutique
B & B. A charming and comfortable establish-
ment, with antique furnishings, oil paintings
gracing the walls and a complimentary port
decanter on the sideboard each evening.
On Monday morning we headed fro Strahan
on the West Coast, a five-hour drive through
scenic country fringed with several lakes, re-
ported to be good trout and salmon fishing, but

By Editor. Oops, sorry for using your name in vain,
David. It was actually RowanMoffit who asked the
question about the A4 colour change. I’ve passed on
your information to him. :-) ✈

REST IN PEACE
Since the last edition of FlyBy
we have been advised that the
following people have Crossed
the Bar:
Rob Waites, Les Kube, Peter Berzins, Les

Meakin
You can find further details by clicking on the image

of the candle.✈

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/
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A Year or two back, Peter Greenfield
and David Prest had the idea to

capture the story of the RAN’s A4
Skyhawks.

Lots of people contributed to the
draft, which is now ready to go - but

we’ve hit a snag with funding.

The Aspiration
Our aspiration is to facilitate the production of
a high quality coffee-table book full of stories of
the RAN’s Skyhawks, co-authored by two op-
erators and told by people who maintained
and flew them.

Peter and David’s draft currently runs to over
400 pages of stories and photos. This needs
to be professionally edited and ‘prepped’ for
publication, at an estimated cost of $9,000.

Once that is done, the Publisher will pick up
the printing cost (Avonmore Books, who re-
cently published “Flying Stations II”), and will
market the book as a quality hardcopy publica-
tion.

We anticipate a finished product of about 250
pages, each one telling the story as only
those who knew and loved this aircraft can.

The Problem
The application for a DVAGrant to cover the ‘edit and prep’ cost
has just been rejected, so we’re short of $9K.

The Solution
We have launched a ‘Crowdfunder’ to try and raise the target of
$9,000. This will enable the project to go ahead.

Please can you find your way to support this worthy cause? It
doesn’t matter how small your donation is - every dollar will
help.

• with any donation, no matter how modest, you’ll get the sat-
isfaction of knowing that your contribution will help preserve
and proliferate the story of the RAN’s Skyhawks.

• if you donate $200 or more you’ll be mentioned in the book
as ‘Supporter.’

• if you donate $500 or more you’ll receive acknowledgement
in the book as a ‘Sponsor.’

How To Donate
You can donate by:

OR
Click on the button below to be taken to the Crowdfunding
site, where you can safely use your Debit or Credit Card.
They charge a small commission but 100% of the balance
goes directly to the project.

EFT to:

Bank: Military Bank
BSB: 642 170
Account: 100 00 3851
Ref: SurnameA4

eg SmithA4

A cheque to “The Fleet Air
Arm Association of Aus-
tralia” mailed to The Trea-
surer, FAAAA, PO Box
7115, Naval Post Office,
Nowra Hill NSW 2540
(put name and address on the back

with “A4 Donation)

76

Fundraiser
Now

Closed.

Target has
been

reached!

https://www.gofundme.com/f/saving-stories-of-the-rans-a4-skyhawk?utm_medium=email&utm_source=product&utm_campaign=p_email_m_pd-5332-donation-receipt-adyen&utm_content=internal
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aircraft before climbing up and into his cockpit to
begin running through his pre-start check list.
A starter cartridge was fired to start the first engine,
bring it up to the correct revolutions to then enable it
to engage the second engine. As soon as the second
engine whined into life and increased its revolutions,
the whole aircraft shook and seemed to dance on its
three wheels in the one spot. With engines fighting
against the chocks and brakes, vibrations began
shaking the whole airframe violently. Looking outside
my perspex bubble, the wings were bouncing around
in rhythm to the continued increase in power being
generated by the engines.
Over the intercom I could hear my pilot relaying his
intentions to the control tower for a one-hour flight to
Morton National Park. With clearance given, he
waved “away chocks” to the ground crew, pulled
back on the throttles which quietened down the vibra-
tions, then released the brakes. By re-applying a
small amount of throttle we taxied to the duty runway.
“How are you doing back there Mr Koopman?” he
asked. Officers all seemed to do that in the navy; call
insubordinates by their surname. Was it just so they
could keep ratings in their place? We always had to
reply to them as “Sir”. After a while it was just a
given, I suppose, so I dutifully replied,
“Fine thank you Sir.”
“OK then. We'll get airborne shortly,” he concluded,
further concentrating on his pre-flight check list. At
the end of the apron leading onto the duty runway, he
once again brought the two engines to maximum
power; I presumed to make sure they wouldn't flame
out on take-off. Held only by the brakes this time, we
bounced around on the one spot again. Our wings
seemed to be shaking and flapping even more ea-
gerly than before, in quite an alarming fashion. I
heard the pilot make one last call to the control tower
for permission to enter the duty runway and line up
for take-off.
With clearance given, we rolled forward onto the run-
way, lining up the centre line. Suddenly I felt myself
pushed back into my seat as the power of the turbo-
prop engines were released. Barrelling down the run-
way we reached 120 mph and became airborne,
commonly referred to as “rotating” in the aviation in-
dustry. Wheels were retracted almost immediately
after we left the runway, a habit that carrier-borne pi-
lots seemed to share as part of their training when
being catapulted from the deck of their floating air-
field. Anything that caused drag was
seen as a disad-
vantage to get
the aircraft pow-
ering away and
clawing for alti-
tude.
For such a
heavy aircraft
she effortlessly

started climbing at 2000 feet per minute. At level
flight she had a top speed of 299 mph (485 kph)
which is remarkable for such a leviathan. On attain-
ing 10,000 feet the intercom crackled into life again.
“So, what do you reckon, Mr Koopman?” he refer-
enced his earlier question to me again. “Should we
go for a Loop today?”
“I wasn't aware this aeroplane was capable of per-
forming aerobatics Sir,” thereby letting him know I
was apprehensive about his suggestion.
“Yeah, I know they say that it can't be done, but I've
done it just about every time I go up,” he divulged his
secret to me, sounding sure of his ability to achieve
this dare-devil manoeuvre. After all he was my divi-
sional officer, a lieutenant with wings on his tunic to
signify that he was a pilot. That placed him well
above my pay grade. I was about to turn twenty-one
and I figured he might be about eight or nine years
older than me, which isn't that much older when you
think about it. He must've been a lot smarter though,
or else he wouldn't be a pilot, would he, I convinced
myself. Trouble is I thought his attitude was some-
what “gung-ho” and it didn't sit too well with me.
Then I thought about the training he must have com-
pleted to be placed in command of an aircraft in the
RAN. These guys were exceptional pilots, landing on
one of the smallest aircraft carriers in the world at that
time. Landing on a flight deck measuring 690 feet
long by 80 feet wide and travelling at 20 knots away
from your aeroplane’s projected point of landing,
didn't leave much room for error. Landing on an air-
craft carrier at night, being booned around by waves,
was even more dangerous, requiring extraordinary
skill as an aviator. These guys were exceptional pi-
lots.
We were now well away from the airfield and prying
eyes. He surmised that if he did his practice bombing
run first, he would disappear from HMAS Albatross's
radar screen for an instant only. So, he contacted the
tower to let them know of his intentions. Then switch-
ing to the intercom he told me what would happen
next.
“I'll do the bombing run first,” he said, stating his deci-
sion. “I'll be peeling off to port in three.” (Left in lay
man's terms, in three seconds). I was pushed to the
right of the cockpit as he side-slipped the aircraft to
one side and dropped out of the sky, careening down
into a dive heading for what looked like a
deep canyon.
The air speed indicator in my
cockpit revealed a speed of 320

Rae

L
By Hank Koopman

“Have you ever experienced a Loop before?” he
asked me over the intercom.
“No Sir,” I replied, a little apprehensively, as I'd been
told this aircraft was not really built for aerobatics.
What fifteen tonne bomber is?
My divisional officer asked if I'd like to fly with him to-
day on a dummy bombing exercise in the Southern
Highlands near Morton National Park. Thrilled at the
prospect as flying has always been a passion of
mine, there was no hesitation in my reply in the affir-
mative.
I was about to commence a career as an aircraft fire
fighter, and part of the course was to gain knowledge
about the aircraft we would become involved with at
HMAS Albatross. These included Wessex and Iro-
quois helicopters. Vampire and Sea Venom jet fight-
ers. Fitted with ejection seats, these needed spe-
cialist knowledge to disarm them prior to attempting
any rescue of aircrew.
Fairey Gannets were not fitted with ejection seats,
however we were still required to familiarise our-
selves with the harness and quick release buckles
with which aircrew were strapped into their seats. It
also had an internal bomb bay capable of carrying a
variety of explosive ordinances, including bombs,
mines, torpedoes and depth charges. Electronic
sonar buoys could also be dropped to seek out and
find enemy submarines. Fairey Gannets were the
RAN's primary anti-submarine warfare deterrent
from its first introduction into the RAN in 1955, until it
was phased out in 1967.
The Gannet was a revolutionary aircraft, being the
first turbo-prop aircraft to come into service featuring
the Double Mamba turbine engine, driving the con-

tra-rotating propellers via a central shaft and gear
box which made it look like it only had one engine
when in fact there were two.
Excitement mounted when I was issued with a flying
suit and helmet at the safety equipment store. In-
cluded in today's issuewas a parachute pack that be-
came a backrest for the cockpit seat into which I'd be
strapped. A dinghy pack was used as the seat cush-
ion in case it became necessary to ditch into the
ocean.
Ambling out to where our “ugly duckling” (so named
by many in the Fleet Air Arm) was parked on the tar-
mac; she posed a formidable figure, standing thir-
teen feet and six inches high.
With a length of forty-three feet and a wingspan of
fifty-four feet and four inches, this aeroplane would
not ordinarily be considered capable of performing
loops. Now, I was soon to be informed by my young
erstwhile divisional officer, he took pleasure in doing
this manoeuvre whenever he could on most of his
sorties.
When it is stowed away in the hangar, the wing con-
figuration resembles a letter Z. Therefore, you imme-
diately come to the conclusion that there has to be an
inherent weakness in its structural integrity with a
wing that has two folds along its span. This deduction
was further amplified when, after clambering into my
cockpit and getting strapped into the seat harness,
then attached to the intercom jack and oxygen sup-
ply, the pilot conducted a walk-around check of the
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mph with the ground rushing up to meet us. With my
face contorting into what felt like a rubber mask be-
cause of the G-forces, my arms pinned down beside
me, I wondered how he could still function himself, to
pull us out of the dive. I gasped a sigh of a relief when
he pulled out at 5,000 feet. Considering the terrain
was about 3,000 feet above sea level, we were about
2,000 feet above the actual ground.
“How was that?” he yelled in an excited voice, show-
ing that even they still get a “buzz” out of performing
these exciting pretend war games we used to play
as kids in our back yards. “There's a 'barf'
bag jammed under your seat if you need one,” he
jokingly reminded me.
“No, I'll be right sir,” I replied with an equally ex-
cited, but reserved quaver in my voice.
“You handled that OK then,” he continued being
quite chatty, “so now I think we'll finish the day's flight
with a loop.” It seemed like I no longer had a say
in the matter. He was determined to execute one.
Once again, we climbed to approximately 10,000
feet. In our last dive the wings had remained intact,
though there was a lot of vibration felt throughout the
airframe. I'd be lying if I didn't admit to being scared.
Not terrified, just unhealthily frightened out of my
wits. The intercom crackled. “Keep your head back
hard against the headrest. As we reach the top of the
loop, observe the earth by rolling your eyes back to
find an inverted horizon, then relax as we level out
again. Ready? Going into the dive I'll jerk back on
the column when we reach 320 knots. Here we
go!!!!”
Unlike the bombing run, we didn't peel off. This time
it was a full power dive straight down. Once again,
the face becomes distorted as the G-forces build up
with intensity. Performing a loop is best described as
being on a roller coaster ride, though I don't think they
reach 320 knots. At the required speed the yoke is
pulled back hard and for the passenger it feels like
your stomach is being squashed into your anus and
the contents of it are about to squelch out through
your mouth.
“Yeeeehaaa!!!!” he bellowed out an exhilarating yell
as we levelled out again. “Wasn't that the greatest
feeling,” he enquired of me, “Didn't use the 'barf
bag'?” he asked inquisitively.
“It was great sir,” I concurred excitedly; under my
breath thinking something else entirely. What sets
these dare devils off? They are entrusted with an ex-
pensive aeroplane to play with by our government,
then treat it as a fun ride at a fair ground. However, in
time of actual war, these pilots have to know what
their aircraft are capable of doing. What better way to
find out on a practice bombing run.
“Great. We'll do a couple more before we head for
home.”
I thought to myself, “You and your big mouth!” I was
subjected to another two loops in a bomber that
wasn't designed for aerobatics at all. ✈

FUNNY MAINTAINERS
Never let it be said that ground crews lack a
sense of humour. Here are some actual
maintenance complaints submitted by pilots
(marked with a P) and the solutions recorded
(marked with an S) by maintenance engineers.

P: Mouse in cockpit.
S: Cat installed.

P: Left inside main tyre almost needs
replacement.
S: Almost replaced left inside main tyre.

P: Test flight OK, except auto-land very rough.
S: Auto-land not installed on this aircraft.

P: Something loose in cockpit.
S: Something tightened in cockpit.

P: Dead bugs on windshield.
S: Live bugs on back-order.

P: Autopilot in altitude-hold mode produces a
200 feet per minute descent.
S: Cannot reproduce the problem on the
ground.

P: Evidence of leak on right main landing gear.
S: Evidence removed.

P: #2 Propeller seeping prop fluid
S: #2 Propeller seepage normal – #1 #3 and #4
propellers lack normal seepage

P: DME volume unbelievably loud.
S: DME volume set to a more believable level.

P: Friction locks cause throttle levers to stick.
S: That’s what they’re for

P: IFF inoperative.
S: IFF always inoperative in OFF mode.

P: Suspected crack in windshield.
S: Suspect you’re right.

P: Number 3 engine missing.
S: Engine found on right wing after brief search.

P: Aircraft handles funny.
S: Aircraft warned to straighten up, fly right, and
be serious.

P: Target radar hums.
S: Reprogrammed target radar with lyrics

P: Noise coming from under instrument panel.
Sounds like a midget pounding on something
with a hammer.
S: Took hammer away from midget.

LAST MONTH’S
MYSTERY
PHOTO

We started off the New Year with a bit of a trick Mystery Photo -
it actually wasn’t a proper photo! Rather, it was created by the
Phots of HMAS Albatross to depict a scenario. Max Speedy
tells us the story:
“The background is the French and their nuclear weapons
testing on/over/under the Mururoa Atoll, in the Tuamotu
Archipelago. This tiny spot is French Polynesian Territory albeit
some thousands of miles from anywhere: 2,500 nm to
Auckland, 3,700 to Sydney, and about 15,000 to Paris. In total
about 175 nuclear tests were carried out from 1966 to 1996.
I was CO 723 SQN at the time of this “photo” in 1972/73. The
NZ Government was very concerned about the tests and after French/NZ negotiations failed, the Kiwis decided to
send HMNZS Otago (and later Canterbury) into the French prohibited zone around the atoll as deterrents to the
tests.
As those frigates could not make the distances involved without replenishment, Australian support was requested
and HMAS Sydney was first choice. My squadron’s Hueys were part of the plan to accompany her on the trip, to
provide additional support. Much ado and much planning on very little information was required, but I recall a
number of publications discussing what to do with aircraft contaminated by nuclear fallout – a vivid drawing of
aircraft being shoved over the side is one! In the event Sydney did not go and HMAS Supply went instead.
So finally to the photo. The Albatross Phot Section had a great time making up a number of “photos” showing us
being annihilated by the blast and many suggestions about what not to do after a trip to the Heads – not shaking
one’s very personal parts too hard lest we part company was one!
Not long afterwards, we did embark Sydney for EX COLD KOALA at the NZ Army Training Camp at Waiouru. My
aircrew did a great job carrying Kiwi and Aussie soldiers around while Captain Andrew Robertson (CO Sydney) and
I went trout fishing and did a bit of sightseeing with the facilities we had at hand. I recall being my diplomatic best by
not catching the biggest fish!” ✈

Last month’s Mystery Photo showed an
RAN Iroquois in what appears to be a
somewhat hostile environment. We asked
readers to tell us when and where it was
taken. ✈

A nuclear blast on Mururoa Atoll in 1971
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THIS MONTH’S
MYSTERY PHOTO

Can anybody tell us what aircraft this is,
and a bit of background to it? Email the
Editor here. ✈

Ambulance Transport

DVA may cover the cost for ambu-
lance travel in an emergency situation,
and may cover the cost for travel by
ambulance in some non-emergency
situations.
Briefly, ambulance travel services may be
covered for eligible beneficiaries as follows:
• Holders of a Veteran Gold Card for all health conditions subject to medical need.
• Holders of a Veteran White Card for an accepted war or service related injury or illness.
• Veterans covered under the Non Liability Health Care arrangements may covered for ambulance
services when travelling for treatment of a non service related medical condition under these ar-
rangements.

For interstate and overseas travel, DVA will only cover the costs to the nearest clinical facility that
meets your clinical needs, and for the most appropriate form of transport to your temporary accom-
modation. DVA will not cover the cost of travel for transporting you back to your home.
A full guide to the eligibility requirements and how to access ambulance services can be read here.

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. ✈

We Are Making Changes
to ‘FlyBy’ Access

“FlyBy” magazine is in its seventh year of pro-
duction and there is a significant library of back
copies which, up to now, have been freely
available for anyone to access.
This library contains all manner of items of ref-
erence including stories, articles and photo-
graphs. A comprehensive index allows you to
easily find past material.
The Association’s policy is shifting, however.
Whilst each new copy will continue to be dis-
tributed as per current practice, the library ar-
chive (editions over a month old) will soon be
behind our website firewall.
You can still see the library, and access the in-
dex and backcopies, but you’ll need to be
logged in on the website to do so.
If you don’t have a log-in Username and Pass-
word, you can get one so by clicking on the
little “Register” link at the top RHS of the web-
site home page. Only current FAAAA mem-
bers will be accommodated.

mailto:webmaster@theFAAAA.com
https://www.dva.gov.au/financial-support/income-support/help-buy-property-or-find-accommodation/defence-service-homes
https://www.dva.gov.au/health-and-treatment/local-or-overseas-medical-care/ambulance-transport
https://www.faaaa.asn.au/the-faa-wall-of-service/wall-of-service-general-information/
https://www.faaaa.asn.au
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A month or two back we
mentioned Skyhawk
886 which was lost over
the side of HMAS Mel-
bourne in heavy seas.
AB Krenn was acting as
brake number and was
taken overboard with
the aircraft, but subse-
quently rescued by a
ships’ diver from HMAS
Hobart.
Phil Thompson sent in
the attached: the charge
sheet for Krenn, accus-
ing him of being AWOL
for 11 minutes, with the
aggravated offence of
having an A4 in his pos-
session. He also in-
cluded a photo of Krenn
and his rescuer which
we hadn’t seen before.

"The sea was extremely rough with waves breaking over the bow sending water
a couple of inches deep down the deck. An S-2 was parked next to the forward
elevator with 886 parked ahead with its nose pointed towards the port bow.
The movement was to be carried out using a tow tractor. The tractor was at-
tached to the aircraft with a towing arm and all the lashings bar one from the port
wing were dropped, apparently we were going to swing the aircraft around on
this pivot and only drop this lashing at the last moment. The movement hadn't
begun with the aircraft being stationary at the time it was lost. I know this be-
cause I was sitting on the std wheel and had to lift my backside as the aircraft
went vertical above us on its stbd wing tip. [Melbourne definitely turned to star-
board causing the quartering swell,]
Suddenly there was a savage roll, the lashing snapped like a bit of string and the
aircraft nose wheel tore out from the towing arm. The driver jumped clear think-
ing the whole lot was going overboard leaving the tractor to chug by itself to-
wards the bow. One handler only managed to let go of the port wing
after being dragged quite a few feet into the
air. I raised my backside and
ducked my head to make sure I
wasn't somehow snagged and
had a great view of 886 landing

wheels up' on the single 40/60 bofors below, sliding off to
land right side up in the ocean.
Naturally pandemonium broke out as most guys rushed
sternwards to keep pace with the floating aircraft, myself
and one or two others chased down and secured the way-
ward tractor. It became obvious to me later that the bridge
crew had no way of seeing what was going on with 886 as
the Tracker obscured their view. “
Eyewitness account by ABAVN Joseph Kaposi. ✈

Note received by the Webmaster during the
month, from Robin Spratt. You can see the

video he refers to here. ✈

Many eVVTOL pioneers had promised to start com-
mercial flights by the beginning of 2023 - i.e. About now
- but none have yet achieved it. Projections are now for
the end of 2024, or perhaps 2025. So what’s causing
the delay?
What’s now commonly called the Air Advanced Mobility
(AAM) revolution is actually a mix of moving to electric/
hydrogen propulsion - a challenge in its own right - and
increasing automation towards totally autonomous op-
erations that will remove the need for a pilot.
So, what’s holding AAM back? The short answer is
money, with the availability of new capital tightening in
today’s global environment. Limitations of battery tech-
nology, regulatory complexity and the need to develop
extensive new infrastructure are also major anchors to
progress.
Still, a small pack of eVTOL frontrunners have revenue
earning flights in their sights. There’s no doubt it will
happen - the question is, when. ✈

Promises Kept, Promises Broken
eVTOL

Beta Technologies is among an increasingly tight-
knit group of front-runners aiming to support the
launch commercial eVTOL air services in 2025.
(Image: Beta) Courtesy “Future Flight”

The Historic Aircraft Restoration Society (HARS) has
taken delivery of an ex-RAAF UH1-H Vietnam era gun-
ship, A2-703. This brings HARS’ potentially flyable ro-
tary wing assets to three.
The Huey was handed over at Point Cook, Victoria, and
delivered by road to its new home at the Air Affairs
hangar at Yerriyong, on the western side of HMAS Al-
batross. (See picture upper right, with the two ex-Navy
UH1Bs in the background). The intent at this stage is
to have all three as airworthy aircraft.
Right: HARS is also delighted to report that the Navy
Heritage Flight Auster AeroCar has recently taken a big
step towards flying again as it undertook taxi tests at
Albion Park airfield.
Navy had two Austers on strength, which were bought
in the UK and shipped out on HMAS Sydney in August
of 1953. Both were stationed at Nowra and used for
training. Both were sold in 1963 but A11-300 found its
way back to Albatross 37 years later. It was bought by
HARS as part of the Navy Historic Flight package. ✈

HARS NEWS TO END 2022

https://www.youtube.com/watch?v=PSRAdZzRycc
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AUSTRALIAN GOVERNMENT FUNDS
PLANS TO ELECTRIFY REGIONAL AIR-
LINERS
By Charles Alcock. Future Flight Magazine.

The Australian government has awarded Dovetail
Electric Aviation a A$3 million ($2.1 million) grant
to advance its plans to convert turboprop aircraft
such as the Cessna Caravan, the DHC Twin Otter,
the Beechcraft King Air, and the Casa C212 to
electric propulsion. The grant was one of 19
projects for which the country’s Industry and Sci-
ence Department this week announced a total of
A$44million in funding through its Cooperative Re-
search Centres Projects (CRC-P) program.
The award marks a further boost to the start-up’s
plans to market electric regional airliners following
the December 2022 announcement that Spanish
airlines Air Nostrum and Volotea had acquired a
minority stake in Dovetail’s European sister com-

pany, Dante Aeronautical. The two ventures re-
cently launched a joint Series A funding round to
fulfil their ambitions to start deliveries of converted
aircraft in 2025. Dovetail has also received an in-
vestment from Australian regional airline Rex,
which has shown interest in converting its fleet to
electric power with the goal of cutting operating
costs by 40 percent.
“Electric aviation has the potential to be a game-
changer for regional transport as Australia pushes
to meet our emissions targets,” commented indus-
try and science minister Ed Husic. He also an-
nounced the opening of the next round of CRP-C
funding, for which applications will close on March
2, 2023.
The University of New South Wales and the gov-
ernment-backed Commonwealth Scientific & In-
dustrial Research Organisation will be involved in
the project, too. Sydney Seaplanes, which is part
of the parent company for both Dovetail and
Dante, will also help to develop, test, and certify the
propulsion technology and its integration with the
aircraft.
Initially, the partners are seeking a supplemental
type certificate to convert the Caravan. They then
aim to get approval for another version of the air-
craft powered by hydrogen fuel cells and after that,
to add retrofits for the King Air, Twin Otter, and
C212 between 2027 and 2028. ✈
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FROM
CONTROVERSY TO
CUTTING EDGE

The F-111 was a contro-
versial choice of aircraft
for Australia, both politi-
cally and militarily - but it
went on to serve for over
40 years and was indeed
cutting edge for its time.
You can read a very de-
tailed history of the air-
craft here. ✈

Australia to buy 40 UH-60M Black Hawk helicopters from United
States to replace troubled Taipan fleets

By Defence Correspondents Andrew Greene and Brianna Morris-
Grant.

The Australian Army will ditch its European-made Taipan heli-
copter fleet early, with Labor confirming they will be replaced by
a multi-billion-dollar purchase of American-made Black Hawks.
On 18 January the government announced it will acquire 40 UH-
60M Black Hawk helicopters for the Army for an estimated $2.8
billion.Australia first requested to buy the helicopters in mid-2022,
to "replace Australia's current multi-role helicopter fleet" with "a
more reliable and proven system", according to a Defence Secu-

rity Cooperation Agency release in August 2022.
The head of land capability for the army, Major General Jeremy King CSM, said the UH-60M Black Hawks
would meet the country's strategic needs. Defence Minister Richard Marles said the short answer to why the
government was switching was Australia had not got the flying hours with the Taipans that it needed.
The Black Hawks will operate out of Oakey in Queensland and Holsworthy in NSW, with their delivery set to
begin in 2023.
In December 2021 then-defence minister Peter Dutton announced the army would ditch its entire fleet of trou-

bled European-designed Taipan
helicopters a decade earlier than
scheduled.
At the time, the army had 41
Taipans in service, operating out
of Townsville and Oakey, and had
spent more than $37million to hire
civilian helicopters to maintain its
capability while it dealt with long-
running problems. ✈

LONG TERM FAAAA MEMBER
AWARDED OAM
Past President, Life Member, Korean Veteran and
foundation member of the Victorian Division of the
Fleet Air Arm Association, Ron Christie, has been
awarded the Order of Australia (OAM) in the 2023
Australia Day Honours List.
The award is well deserved as for many years Ron
has worked tirelessly for the Fleet Air Arm Associ-
ation and the Korean Veterans Association. His
service in the FAA Association included as a
founding member back in 1985, followed by 22
years in the position of Divisional President, and 15
years as Secretary. He was made a Life Member
in 2002.
Ron was in the PNF from 1949 - 1956, and served
on the Korean campaign. He was a committee
member of the Korean Veterans’ Association and
remains a member of that body to this day.
Ron has not been in the best of health recently but
is now home and, depending on his situation, his
wife Val and several family members are planning
to accompany him to the Victorian Division AGM
on Sunday 5th February so the delegates can
show their appreciation. ✈

Journalism at its best! ✈

http://www.pigzbum.com/history/hist22-from-controversy-to.pdf


it will at least blow out your ear drums. But Doug must
have slept though that safety lecture. He doesn’t know
what happened. Either not being night adapted, or be-
ing without his glasses, or concussion did it, he ended
up going arse over teakettle into the South China Sea
about three miles off shore with no life preserver, no
identification, no nothing. Meanwhile he watched the
Love Boat merrily steaming over the horizon, firing at
the coastline and never missing him for two days.
There is not much to do in the South China sea at 0345.
He took off his boondockers and hung them around his
neck in case he needed them when he reached shore.
He stripped off his dungarees, zipped up the fly, tie off
the cuffs and popped them over his head, as he was
taught, to make a life preserver. He reports back to you
that it didn’t work. [He missed the part about old dunga-
rees, with holes, out of the Lucky Bag would have to be
kept wet if they were to hold any air at all.] So he put on
his trousers, socks and shoes [Sharks? Sea Snakes?].
Somewhere along the line he had heard that drowning
was a "nice way to die"; so he thought he would try it
out. He put his hands over his head and down he went
- bloop, bloop, bloop. Now both he and I had heard the
myth that when drowning you would get cuddly warm,
all the nice things in your life would flash by in your mind
and you would go to your eternal reward to the sound
of music [harp?]. Doug resurfaced and reports back to
us that it is all malarkey: there are no movies, there is
no music and its colder than Hell!
As dawn came he started swimming away from the
sun, hopefully towards shore. He could see the haze of
land; but the harder he tried the further back it receded.
So he just rolled on his back, playing like a whale, hum-

ming a few tunes and saying a few prayers. Notice he
never gave up. How many people have we been ex-
posed to in the course of our lives, in a situation like that
would have just plain given up. About 1800 that same
day a Vietnamese fishing boat came by and hauled him
out of the water - some twelve hours later.
Even those peasant fishermen could figure out that this
moose would never fit in the cockpit of an A4 Skyhawk.
They turned him upside down and inside out which gar-
nered them absolutely nothing. Remember, he had
prudently left everything back on the ship in his locker.
Picture yourself being tortured to admit that you were a
CIA agent who entered the water in Coronado, Califor-
nia to swim ten thousand miles across the Pacific to in-
filtrate their shores!

When "the authorities" got him ashore they showed
Doug piles of materials allegedly written by Yankee Air
Pirates who had been captured before him. [95% of
those captured in North Vietnam had been tortured;
were not offered the option of death; and were made to
give more than the Name, Rank, Serial Number and
Date of Birth sequence permitted by the Military Code
of Conduct and required by International Law.] Doug
recognised that something was amiss; but, as he said
later, "Geeze, they’re officers; they must know what
they are doing." So he decided that his best ploy was to
pretend to be stupid.
He got them off target by comparing farms in North
Vietnam and South Dakota. He didn’t realise that even
then the Communists were categorising him to gauge

his usefulness to their cause. His dad had
about ten motel units, numberless vehi-
cles and all kinds of land - but no water
buffalo. No water buffalo meant in Viet-
namese parlance that he was a "poor
peasant". This is just as well, as Commu-
nists had murdered over 20 million "rich
peasants" in their various revolutions, be-
cause those folks are unreconstructed
capitalists. A little be miffed at first, Doug
caught on right away - he is a quick study
- it was to his advantage to play out the
poor peasant act to the bitter end.
Tired of the verbal jousting the Communist
cadres told him that he would have to write
an anti-war statement for them. He joy-
ously agreed. The interrogators were
dumbfounded. This was the first Yankee

I’d Like
To Go To Australia…
An uplifting story of the power of the human spirit.

It was a warmer than usual summer day in Clark,South Dakota when a rather large and ungainly
young man, a recent high school graduate, set about

finding his way in the world. The salivating Navy re-
cruiter asked the youngster what it would take to have
him sign up: "Why, I’d like to go to Australia." It was as
good as done. After all, in 1966, if you were lucky
enough to ship out on the USS Canberra, more likely
than not, during the course of your hitch, there will be a
port call to Australia.
This young man came from a solid, patriotic Norwegian
Lutheran stock that believed when your country called,
you answered. You did not go to the bus station but to
the recruiting station. You did not go to Oxford, you
went to Vietnam. SoDouglas Brent Hegdahl III shipped
out to boot camp in San Diego where he slept through
the Code of Conduct lectures since he would not be
fighting in the trenches. Lo and behold, he did get or-
ders to his ship of choice At that time Canberra with 8
inch guns mounted on the pointy end and missiles on
the round end was assigned to steam with the Gulf of
Tonkin Yacht Club in the South China Sea off the coast
of Vietnam. [And yes, She did have Australia on Her
Port of Call list.]
Doug’s battle station was the aft ammunition handling
room for the 5 inch guns, located aft in the bowels of the
ship. One morning he had the 0400 watch while Can-
berra was steaming down the coast of North Vietnam
firing its 8 inch guns against targets of opportunity [bicy-
cles, water buffalo and occasional trucks] on Highway
1. At about 0330 he rolled out of the rack. Being a pru-
dent farm boy he locked all his valuables in his locker
and then proceeded to go out on deck for a breath of
fresh air before manning his battle station.
Now there is a non repetitive exercise in the surface
Navy called "going out on deck when big guns are fir-
ing". If the concussion does not blow you over the side

By Capt. Richard A. Stratton, USN (retired)

general Interest article
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to agree to do anything without being tortured first.
They brought out the paper, ink and pens. He admired
them all and then stated: "But small thing. I can’t read
or write. I’m a poor peasant." This was quite credible to
the Vietnamese since their poor peasants could neither
read nor write. So they assigned a Vietnamese to him
to teach him penmanship, spelling, grammar and sen-
tence structure. Immediately his learning curve went
flat. Eventually, the interrogators gave up in disgust,
writing a confession for him and having him sign it in an
illegible scrawl. He admitted to the war crime of shelling
the presidential birthplace of Ho Chi Mihn and signed it
as Seaman Apprentice Douglas Brent Hegdahl III
United States Navy Reserve, Commanding Officer,
USS Canberra. No one has ever seen this piece of pa-
per.
Doug was shuffled around from pillar to post, since his
captors didn’t know where he would fit into their propa-
ganda plans. One mistake they made was to put him
in for a while with Joe Crecca, an Air Force officer who
had developed a method of creating the most organ-
ised memory bank we possessed to record the names
of pilots shot down and imprisoned in Vietnam. Joe
took this young Seaman and, recognising the potential,
painstakingly taught Doug not only 256 names, but
also, the method of memorising, cross referencing and
retrieving those names. It was no easy task that Joe
had set for himself for it was not intuitively obvious to
Doug the value of such mental gymnastics.
It was a hot summer day when I first met Doug. I was
in solitary confinement again. The Communists did not
care for me, which was OK because I didn’t like them
either. My cell door opened and here was this big
moose standing in his skivvy shorts [prison uniform of
the day]: "My name is Seaman Douglas Brent Hegdahl,
Sir. What’s yours?" It is awful hard to look dignified

when you are standing in your underwear, knock
kneed, ding toed, pot bellied, unwashed and unshaven
for 100 days. I automatically recited: "Dick Stratton,
Lieutenant Commander, USS Ticonderoga." Immedi-
ately I saw that I probably made a mistake as his eyes
rolled back in his head and you could see what he was
thinking: "Cripes, another officer!" But notice that in-
stinctively he asked the critical and most important
question for survival: "Who is senior?" The rule we
lived by was: "If I am senior I will take charge; if junior, I
will obey."
The Communists took a siesta for two hours every af-
ternoon which was a good deal for us as we were free
from torture and harassment. I was laying on the floor
on my bed board and Doug was skipping, yes, skipping
around the room. I asked: "Doug, what are you doing?"
He paused for a moment, looked me in the eye and
cryptically said: "Skipping, Sir" and continued to skip. A
stupid question; a stupid answer. After a moment, I
again queried: "What’ya doin’ that for?" This stopped
him for a moment. He paused and cocked his head
thoughtfully, smiled and replied: "You got anything bet-
ter to do, Sir?" I didn’t. He continued skipping. I guess
he did learn one thing from boot camp. You can say
anything you want to an officer as long as you smile
and say "sir".
One siesta period he said: "Hey Beak, you went to col-
lege and studied government, do you know the Gettys-
burg address?" We got a brick [no paper or pencils for
the criminals] and started to write it out on the tile floor
until we got it correct. Then he stopped me with the
question: "Can you say it backwards?" Well, who
would want to say the Gettysburg address backwards?
Certainly not the Jesuits at Georgetown and especially
not me. Doug could say it backwards, verbatim,
rapidly. I know because I could track him from the writ-

ten version we had on the floor.
"So what?" you might say. The so what is
that when they threw him out of Vietnam,
and throw him out they did, he came out
with the 256 names that Joe Crecca had
taught him memorised by service, by rank
and alphabetically; next to each name the
had a dog’s name, kid’s name or social se-
curity number to verify the quality of the
name which we had picked up by tap code,
deaf spelling code or secret notes. He still
has those names memorised today and
sings them to the tune of "Old McDonald
Has a Farm". One of our intelligence offi-
cers asked him if he could slow the recita-
tion down to make for easier copying. Doug
replied "No" that it was like riding a bike, you
had to keep moving or you would fall off. If it
weren’t for Joe Crecca, Doug and our gov-
ernment would not have had those names
until the end of the war five years later.
In trying to get people to accept early propa-
ganda releases, the Communists would
have some "good cop" interrogator like the
one we called the "Soft Soap Fairy" talk to

the prospect and sound him out for pliability. They got
Doug one day and asked what we eventually learned to
be the lead question: "What do you want more than
anything else in the world?" The answer of the weak &
willing was: "To go home to my family." Doug thought
for a long time, then cocked his head with a smile and
said: "Why, I’d like a pillow, Sir." This was not an unrea-
sonable response since we had no pillows on our ce-
ment pads or bed boards. However, the response sure
confounded the enemy. They eventually came up with
a name for Doug amongst the guards and interroga-
tors: "The Incredibly Stupid One." His original resis-
tance ploy had paid off.
Because they thought him stupid they would let him go
out in the cell block courtyard during the siesta to sweep
up the grounds period monitored by only one sleepy
peasant guard. I thought that was great since it kept
him from skipping and I could get some rest. However,
curiosity got the better of me and I started to watch him
through a peep hole we had bored in the cell door. He’d
go sweeping and humming until the guard was lulled to
sleep. Then Doug would back up to a truck, spin the
gas cap off the standpipe, stoop down and put a small
amount [Small, because it’s goin’ to be a long war, sir.]
of dirt in the gas tank and replace the cap. I watched
him over a period of time do this to five trucks.
Now, I’m a liberal arts major who shot himself down, so
all I can do is report what I saw. There were five trucks
working in the prison; I saw Doug work on five trucks; I
saw five trucks towed disabled out of the prison camp.
Doug Hegdahl, a high school graduate from the mess
decks fell off a ship and has five enemy trucks to his

credit. I am a World Famous Golden Dragon [VA 192]
with two college degrees, 2000 jet hours, 300 carrier
landings and 22 combat missions. How many enemy
trucks do I have to my credit? Zero. Zip. Nada. De
Rien. 0. Who’s the better man? Douglas Brent Heg-
dahl, one of two men I know of who destroyed enemy
military equipment while a prisoner of war.
Later on, Doug, having left his eyeglasses on board
Canberra, discovered that he had difficulty linking up
isolated cell blocks throughout the prison compound
with his defective distance vision So he went to the au-
thorities and asked if he could read some of their propa-
ganda. They were delighted. Here was a prisoner,
without being tortured, volunteering to read their swill.
But then Doug cautioned them with his "Small thing
[They never learn]; I cannot read without glasses." So
they trotted out a dime store clerk who fitted him with
glasses by trying one on after the other until Doug said
he could see. . His near vision was OK. Unbeknownst
to the clerk, he was fitting Doug out for distance vision.
Now, in between sweeps and gas tanks he was able to
link up the cell blocks not only by sweeping in code but
now also using the deaf spelling code.
The Vietnamese were big on token propaganda re-
leases of prisoners to make various peace groups look
good and our government look impotent. They would
try to pick people who had not been tortured or in jail
long enough to look emaciated. Usually they were vol-
unteers, violators of direct orders from their Seniors and
traitors to our cause of resistance. These releases al-
ways were of three at a time. The magic of the number
three was always a mystery to us. As our leaders exer-
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cised greater internal communications and controls, it
became harder for the Communists to make up a Pro-
paganda release party. Seeking to round out the num-
ber they finally turned to "The Incredibly Stupid One"
who, although not volunteering, was certainly too dumb
to do them any harm.
As part of this conditioning they had both Doug and I
examined by "the Doctor". This was a female soldier
we saw through a peep hole we had in the door get
briefed up and then dolled up like a physician. The
physician made a grand entrance worthy of a world fa-
mous brain surgeon. The effect was somewhat spoiled
by the face mask protecting her chin rather than cover-
ing her mouth - she really had no idea what the mask
was for. The exam, after looking in all the holes in your
head and listening to your heart, consisted of "feeling
you up" under the guise of palpitating your internal or-
gans while the translator asked "The Doctor wants to
know if you miss your wife [girlfriend]? Wouldn’t you
like to be with her now?"
Then they would pull Doug out for interrogations sound-
ing him out for an early release. They told him not to tell
me as I was an officer who did not care about his wel-
fare like they did. They informed him: "Stratton would
never even speak to you if you were in America". Doug
would come back from each go around and immedi-
ately tell me everything that was said. One time he
plaintively asked: ‘Beak, you’d speak to me if we were
home now, wouldn’t you?"
They started to try to fatten us up with large bowls of
potatoes laced with canned meat. No one else in the
prison was getting it. As a result I told Doug we couldn’t
take it. We could either not touch it and turn it back in;
in which case the guards would eat it. Or we could
dump it in the slop bucket so that no one could eat it

without getting sick. Doug thought
this was a bit on the scrupulous
side, but went along with it. I told
the Camp Commander that under
no condition would I accept an
early release even if offered and if
they threw me out I’d have to be
dragged feet first all the way from
Hanoi to Hawaii screaming bloody
murder all the way. It was time to
cut to the chase. Doug would
have to go.
Doug did not want to go. We fi-
nally told Doug that as long as he
did not have to commit treason, he
was to permit himself to be thrown
out of the country. He was the
most junior. He had the names.
He knew first hand the torture sto-
ries behind many of the propa-
ganda pictures and news re-
leases. He knew the locations of
many of the prisons. It was a di-
rect order; he had no choice. I

know, because I personally relayed that order to him as
his immediate senior in the chain of command.
Well throw him out they did. The 256 names he had
memorised contained many names that our govern-
ment did not have. He ended up being sent to Paris by
Ross Perot to confront the North Vietnamese Peace
Talk Delegation about the fate of the Missing in Action.
He entered the Civil Service and yes, he still can recite
those names! You can watch him do it on the Discovery
Channel special on Vietnam POW’s - Stories of Sur-
vival.
After his discharge, Hegdahl was sent to the Paris
Peace Talks in 1970 and confronted the North Viet-
namese with his first-hand information about the mis-
treatment of prisoners
"The Incredibly Stupid One," my personal hero, is the
archetype of the innovative, resourceful and coura-
geous Sailor. These sailors are the products of the
neighbourhoods, churches, schools and families work-
ing together to produce individuals blessed with a
sense of humour and the gift of freedom who can over-
come any kind of odds. These sailors are tremen-
dously loyal and devoted to their units and their leaders
in their own private and personal ways. As long as we
have The Dougs of this world,
our country will retain its free-
doms.
Originally published as “The
Stupid One” by Richard A. Strat-
ton USN. Abbreviated. ✈

As one of the great
aircraft types of its
time, the Fairey
Gannet truly earned
a place in our
history.
A new hi-res ‘datasheet’ has
just been published on our
website, replacing the old
one. Featuring many new
photographs and material
on the designing and build-
ing of this iconic aircraft,
the new article will appeal to
anyone who maintained or flew the Gannet.

NOW
RELEAS

ED!

Gannet

Clickon
thebutton
to read
thenew
article

FlyBy Newsletter Page 22

https://www.faaaa.asn.au/datasheets/fixed-wing/


A Glorious Record
Light Fleet Carriers were, in their day, the aviation workhorses of the Fleet - and perhaps
no more so than in Korea. Unsurprisingly there was competition between them to excel:
expressed not only in their operational success, but in the music their bands played in
the game of one upmanship. Graeme Lunn tells the story.

Much is made, perhaps too much, of the
record number of sorties in a day achieved
by various light fleet carriers during the Ko-

rean War. Many are proudly aware that Sydney
achieved a new record on 10 October 1951. But
both before and after Sydney, in consecutive car-
rier’s Korean deployments, that daily record was
competitively sought and surpassed. For three
years, from 2 July 1950 when Triumph arrived on
station until the Armistice of 27 July 1953 found
Ocean on war patrol, the record was held and bro-
ken seven times.
The Colossus Class Utility or Light Fleet Carriers
were a wartime construction designed as a half-
way point between Fleet Carriers and Escort Car-
riers. They were essentially a scaled down Illustri-
ous, whose designed 30 knots required 80,000
shaft horse power. Limiting the Colossus Class to
25 knots enabled two sets of existing cruiser main
machinery totalling 40,000 shp to be used.
Four of the class served off Korea - Triumph, The-
seus, Glory and Ocean. Some unfinished hulls
were completed post-war as the Majestic Class
with upgraded catapults, arrester gear, lifts and re-
inforced flight decks able to handle heavier and
larger aircraft. HMS Terrible, laid down in April
1943, thus commissioned as the third HMAS Syd-
ney in December 1948. Sydney took her place in
turn off the Korean coast.
Glory holds the record for Korean deployments,
and was also the Royal Navy carrier having the
most particular association with Australia and her
Fleet Air Arm. Commissioned in February 1945
‘Flying Stations’ was first piped aboard Glory on
30 March. In the following weeks a lone Swordfish
- that justly celebrated ‘Stringbag’ workhorse of
the war - landed and launched amongst the mod-
ern Seafires, Corsairs and Barracudas.

Swordfish of 816 Squadron painted with 1944
Invasion Stripes, a practice repeated in Korea to
help identify friendly aircraft. 816 reformed as an
RAN Squadron (Firefly FR.4s) in August 1948,
retaining the Bengal tiger and motto ‘Imitate the
Action of the Tiger’. ✈

With work up completed inMayGlory sailed to join
the British Pacific Fleet with her 16th Carrier Air
Group of 837 (Barracuda) and 1831 (Corsair)
Squadrons. Glory was between Fremantle and
Sydney when Victory in the Pacific was an-
nounced on 15 August 1945. After the initial cele-
brations Commander Hicks broadcast that the
nasty grey paint over all the ship’s beautiful brass
work was to be scraped off and polishing com-
mence.
All fifteen Barracudas and twenty-five Corsairs
were flown to Nabthorpe/Naval Air Station
Schofields before Glory berthed at No. 3
Wooloomooloo with her Royal Marine Band play-
ing the ships inevitable signature tune ‘Glory,
Glory Hallelujah’. Orders were received, the
squadrons re-embarked, and she sailed on 1
September for Rabaul, New Britain.
Five days later the General Officer Commanding
1st Australian Army, Lieutenant General Vernon
Sturdee CB DSO,
accepted the
surrender of the
Japanese
Eighth Area
Army and the
South East
Area Fleet
from
General
Hitoshi
Imamura
and Vice-
Admiral Jinichi
Kusaka on
Glory’s flight
deck.
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nurses with a 200 bedmobile hospital set up in the
main hangar.
The journey was perhaps not so welcome to the
Dutch army ex-POW’s who were fed, promptly re-
kitted, and then deposited in Borneo to fight In-
donesian ‘insurgents’. After steaming as far afield
as Vancouver Glory was next alongside at
Wooloomooloo on 12 December bringing home
thirteen hundred Australian servicemen from Bor-
neo .
In January 1946, with their squadrons re-em-
barked, Glory, Implacable and Indefatigable paid
the largest call by the RN to Melbourne since
1939. The Massed Bands of the Royal Marines of
the 1st Aircraft Carrier Squadron mustered sev-
enty-two musicians. They led the march of one
thousand men past a quarter of a million cheering
Melbournians and played ‘God Save the King’
with ‘Beat the Retreat’ and ‘Sunset’ at numerous
ceremonies. Implacable had onboard the only
Scottish Pipe Band in the RN but does not seem
to have beenmuch called upon for its ‘music’. One
memorable service was at the Shrine of Remem-

brance, with an evening ceremony transmitted by
the Australian Broadcasting Commission.
Normal peace time socializing commenced with a
round of cocktail parties and ‘At-Homes’ en-
hanced by Glory’s RM Band. Among the popular
tunes played were ‘By Land and Sea’ and ‘On The
Quarterdeck’ in slow and quick time, plus the in-
evitable ‘A Life on the Ocean Wave’. For social oc-
casions, playing as a dance band, they called
themselves ‘Per Concordiam Gloria’ (Glory
Through Harmony) after the ship’s motto.
In June 1946 exercises were conducted to
demonstrate the use of aircraft carriers to the
Commonwealth Naval Board. Further demonstra-
tions for government Ministers and VIP’s occurred
in 1947 whenGlory revisited with Theseus.Unfor-
tunately a string of fatal accidents, on the deck as
well as airborne, somewhat marred attempts to
popularise the concept of an Australian Fleet Air
Arm.
During this July 1947 visit the Commander (Air) of
Theseus had appeared before the microphones
as the celebrity for the radio show ‘It’s a Date’. He
was followed on station 3AW by the RM Band giv-

ing a half-hour recital. Their programme in-
cluded `Army of the Nile’ and ‘The Windsor’.
As her first commission was coming to an end
Glory sailed from Brisbane on 18 August 1947,
with each member of the ships company having
been given a food parcel to take home to a still
rationing UK. Glory received three cheers from
the flagship Australia and Hobart as they
steamed past. Decommissioning in Devonport
that October Glory’s peacetime cruise had cost
a sobering sixteen lives. When the Australian
ship’s company was assembling in the UK to
commission Sydney in 1948Glory became their
floating barracks.
Glory’s short second commission from October
1949 to December 1950 was a sunny Mediter-
ranean one and the RM Band was inspected by
Princess Elizabeth in Malta. As Glory berthed
on its completion in the icy wind of a Devonport
December the Band played ‘Never mind the
weather, here we are again’. Meanwhile, bat-
tling the much harsher Korean winter, Theseus
was several war patrols into her Korean deploy-
ment.
Japan was predominantly under United States
occupation but, from September 1945, British
Commonwealth Occupation Forces were also
emplaced. By June 1950 the Australian compo-
nents had been reduced to 77 (Mustang)
Squadron RAAF, which was preparing to return
to Australia, the Third Battalion Royal Australian
Regiment, and the Tribal Class destroyer
Bataan on her fifth tour of duty with the BCOF.
At Kure dockyard, fifteen miles from the ruins of
Hiroshima, the naval base HMAS Common-
wealth was run by Commander Charles
StephensonRAN, who had commanded the de-
stroyers Vendetta and Nepal during the war.

Triumph 02 Jul 1950 - 29 Sep 1950
Based in Singapore the Royal Navy’s Far East-
ern Fleet had been keeping a wary eye on Chi-
nese attentions to Hong Kong. This fleet’s 1st
Aircraft Carrier Squadron had been reduced to
Triumph and Unicorn. Unicorn operated as a
ferry and repair carrier, while Triumph had 800
(Seafire) and 827 (Firefly) Squadrons of the
13th Carrier Air Group embarked. The 25 June
1950 invasion of South Korea found Triumph on
passage to Hong Kong after a summer cruise to
Japan.
Responding to news of the North Korean attack
a flight of armed Seafires were ranged on deck
as she altered course to fuel and provision at
Kure on 27 June. With RN units placed under
‘…the US Naval Commander for Korean opera-
tions in support of Security Council resolutions,’
Triumph sailed to join the aircraft carrier USS

HMAS Sydney (left) and HMS Glory (right).
Conducting a handover in Kure, Japan.
Sydney was bound for patrols off the coast
of Korea and Glory was to proceed for a re-
fit in Australia. HMS Unicorn, the RN’s air-
craft maintenance carrier, is in the back-
ground. ✈

WHATWERE INVASION STRIPES?

During the invasion of Sicily in July 1943 there was
a tragic friendly fire incident. The air corridor to the
parachute drop zones between the two Task
Forces warships was not wide enough, with the
naval gunners undiscriminating in their aircraft
recognition and edgy after a recent German air raid.
Twenty-three aircraft were shot down with one hun-
dred and forty-one fatalities.
The lesson was learned. For the June 1944 D-Day
operations Neptune and Overlord the air corridors
were ten miles wide. Specialist recognition officers
were embarked and all aircraft were painted with al-
ternating black and white stripes on wing and fuse-
lage - ‘Invasion Stripes’.
In Korea the ongoing worry about accurate identifi-
cation by US forces saw Normandy style ‘Invasion
Stripes’ re-introduced. Triumph even painted a
large Union Jack on her flight deck as an extra
measure.
The worry proved prescient when a Seafire off Tri-
umph was shot down by a US Air Force B-29 in
July 1950. Then in April 1951 two Sea Furies of 807
Squadron off Theseus were attacked by two Cor-
sairs. Lieutenant Leece’s starboard wing was set
on fire but Lieutenant Lavender managed to out-
turn and escape to shepherd his No.2 safely back
to the carrier. The Corsairs claimed ‘one La-9 de-
stroyed’.
Despite the distinctive stripes four USAF F-80s at-
tacked four of Glory’s Sea Furies in June 1951.
Six years later during the Suez Crisis, with a variety
of national maritime forces in the eastern Mediter-
ranean, ‘Invasion Stripes’ were used again, but this
time with alternating black and yellow. ✈
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CARRIER ON THE GUN LINE
During the Vietnam War our destroyers took their
place on the gunline for Naval Gunfire Support
within 14nm of their targets, while the carrier
groups of the 7th Fleet were at Yankee Station
100nm off the coast. During the Korean War the
distances were much closer. Destroyers such as
Murchison would thread their way past mudflats
and up the Han River to exchange 4-inch gunfire
with shore batteries over open sights. Meanwhile
the carriers on the west coast would operate from
Points Oboe 1 and 2 no closer than 50nm offshore.
All the carriers that is except for Unicorn.
Much as submarine and destroyer flotillas had their
depot ships it was felt that the same was necessary
for aircraft carriers. Laid down in June 1939, just
before WW2, Unicorn was commissioned in 1943
as a repair and ferry carrier. Slab sided with an
upper and lower hangar her bridge was a towering
95 feet (29 metres) above sea level. With 2 inches
of armoured flight deck Unicorn carried her own
self-propelled aircraft lighter. There was a
production line for engine assembly while engine
runs could be conducted in the upper hangar.
Unicorn was also fitted with four twin mounted 4-
inch guns in addition to her lighter armament.
Having provided air cover during the Salerno
landings in 1943 Unicorn first arrived in Australia in
February 1945 with 82 aircraft and 120 engines,
plus sufficient spare parts to support all six front
line types. She based at Manus in the Admiralty
Islands and then the Philippines as the strike
carriers sortied northwards towards Japan. Already
in the Far East at the outbreak of the Korean War
Unicorn was to spend the next three years on
station.
Warrior would ferry replacement aircraft and stores
between the UK and the Naval Air Base in
Singapore where Unicorn would take over to
support the ‘fighting’ carriers from her Japanese
base into the forward areas. As well as
replenishment and aircraft repair duties Unicorn
also operated as a troopship to Pusan during the
desperate days of August 1950. She ferried
Meteors to re-equip 77 Squadron RAAF when their
Mustangs were being well outclassed as
interceptors by MiG-15s.
On the 22 September 1951 Unicorn was in the
operational area to salve two aircraft that had force
landed on the island of Paengyong-de. Bored after
months of monotonous ferry work she closed the
shore north of the 38th parallel and bombarded
enemy positions on Chopekki Point with her 4-inch
batteries. One target received three direct hits out
of sixteen rounds fired which was excellent
shooting for any warship. Unicorn thus became the
only aircraft carrier to ever conduct a direct shore
bombardment during wartime.
Unicorn, now nicknamed ‘Fighting Ferryboat’,
sailed with Ocean on several war patrols in 1952.
Borrowing Sea Furies to fly CAP over both carriers
Unicorn operated as a spare deck assisting Ocean
to keep up her high sortie rate.✈

both the Seafire FR.47 and the Firefly FR.1 had
been retired from every front-line squadron by this
date except the two squadrons actually fighting.
‘Invasion Stripes’ were painted on Triumphs air-
craft in early July to avoid friendly fire incidents. Al-
though the USN had been exposed to a Seafire
FR.47 silhouette, unfortunately the US Air Force
had not. On 28 July unidentified aircraft were de-
tected approaching the fleet and the CAPwas sent
to investigate. While identifying a ‘friendly’ B-29
Superfortress the Seafire of Commissioned Pilot
White was shot down. Badly burnt he spent an
hour in the water before rescue. Unapologetic, the
USAF said the British should not fly too close to
them!
Another tragedy occurred at the end of August.
The Commanding Officer of 800 Squadron was in
the Operations Room in the carrier’s island. A
landing Firefly engaged the barrier and its propel-
lor shattered. One of the fragments went through
an open scuttle into the Ops Room, killing the CO.
By September's Inchon landings, and the battles
for Seoul, the CAG could rarely muster more than
twelve aircraft daily for the spotting and armed re-
connaissance tasking. Withdrawing with ten ser-
viceable Fireflies, and only one serviceable
Seafire, Triumph arrived in Hong Kong, where
Theseus awaited for handover, on 29 September.

Theseus 29 Sep 1950 - 23 Apr 1951
Air Group Commander of Theseus’s 17th CAG
was Lieutenant-Commander Fred Stovin-Bradford
DSC. A wartime Walrus Observer aboard the bat-
tleship King George V Fred had qualified as a pilot
post-war. Also a talented musician and rugby
player he ensured the continued success of the
Dempster Cup while on loan to the RAN. Often
found playing a wardroom piano while drinking
beer through a straw Fred later composed the FAA
marching tune ‘Flying Stations’.

Triumph off Korea
with Seafires
forward and
Fireflies aft.✈

Valley Forge in Task Force 77, off Korea’s west
coast. Approaching the war zone on 2 July anti-
submarine patrols were flown and her Seafire
FR.47s flew around the force. This was to familiar-
ize the USN with a silhouette that, if one ignored
the contra-rotating propellors, could perhaps be
mistaken for a North Korean Yak-9.
First strikes were flown on 3 July when twelve
Seafires and nine Fireflies launched at 06:15 to at-
tack Haeju airfield. On 19 July the carriers Sea Ot-
ter, a ‘Dumbo’ aircraft in USN parlance, rescued
a downed Corsair pilot in the last operational res-
cue by a British amphibian. The same day Tri-
umph flew her Korean record of 37 sorties,
twenty-seven CAP sorties by Seafires and ten
anti-submarine sorties by Fireflies. The last land-
on saw a Seafire engage the barrier.
Seafires were fragile airframes, with an undercar-
riage vulnerable to landing accidents, and suffer-
ing compressive skin wrinkling from the stress of
deck operations. On return to Sasebo Unicorn
was able to provide seven replacement Seafires
and five Fireflies, the last replacement aircraft in
the Far East. This brought Triumphs numbers of
Seafires back to seventeen, still four below com-
plement, for her next war patrol.
The steadily decreasing number of available
Seafires prevented the record of 37 daily sorties
being approached again, despite the desperate
need as the United Nations forces were pushed
back to the Pusan Perimeter. It is an irony that
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tire 5th US Air Force. The next day 60 sorties, a
new record for a light fleet carrier, were flown.
Apart from two reconnaissance flights by Sea Fu-
ries these sorties were Close Air Support for the
25th Division in the San and Suwon areas. De-
spite the Fireflies experiencing intense light flak
while bombing factories west of Suwon there were
no losses.

At the end of January the carrier’s Sea Otter was
replaced for the first time by a helicopter (a Siko-
rsky HO3S-1 loaned by the USN), and the pipe
‘Hands to Seaplane Stations’ was consigned to
memory.Theseus broke her own record on 3 Feb-
ruary, the last day of this war patrol, with 66 sor-
ties. Sorties included CAS and Naval Gunfire
Spotting for Ceylon, St. Paul and Hank. One air-
craft, damaged by small-arms fire, ditched close
to St Paul and her pilot was rescued twice. The
helicopter hoist parted on the first attempt drop-
ping Lieutenant Pinsent back into the icy Han es-
tuary.

Operating with the USN carrier Bataan in April
1951 saw a competitive Theseus launch more
quickly with her one catapult than Bataan with
two, reducing the Sea Fury catapult interval
down to 41 seconds. After an arduous ten war
patrols Theseus sailed into Sasebo on 20 April
with her crew forming the ships name on her
flight deck.

Glory arrived for handover three days later.
When Theseus departed for Hong Kong on 25
April, escorted by Warramunga, it was The-
seus’s band playing a heartfelt thank-you
‘Glory, Glory, Hallelujah’ tune to her relief.
Glory’s crew lined her flight deck to cheer
Theseus on her way.

With the more robust Sea Furies of 807 Squadron
complementing 810 Squadron’s Firefly AS.5s this
deployment saw a routine established that, with
minor variations, lasted for the remainder of the
conflict. A day or two’s steaming from Sasebo or
Kure with an escorting destroyer would see the
carrier in the operational area for her war patrol.
Sorties would be flown from dawn till dusk for four
days, withdrawing to refuel and replenish on the
fifth day. A further four days of flying would follow
before handing over to a USN carrier and return-
ing to Japan. These eleven to thirteen days at sea
would be followed by up to a week in harbour, al-
though on occasion it was reduced to two.
In Korea the nature of the interdiction campaign
generally allowed for flying on a daily programmed
basis, rather than reactive launches to a develop-
ing situation, and thus gave scope for dedicated
record making. For the aircrew it was also a diur-
nal war, with the nocturnal devoted to mainte-
nance and repair work. This allowed for maximum
serviceability the following day, and consequently
high sortie rates could be achieved. For the deck
party it was many arduous hours starting before
dawn and finishing well after sunset. Working in
one continuous watch they could be on deck for
up to fifteen hours.
Normally programming a minimum of six flying
events per day, starting with dawn’s Event A, ev-
ery two hours an event would launch and the pre-
vious land on. Within a short time 50-60 sorties
per day could be maintained without undue strain.
Theseus made a particular effort to reduce deck
landing accidents and incidents to keep their sor-
tie rate up.
On 15 January, 1951, in response to the Chinese
offensive, and despite the winter weather, the
17th CAG flew more sorties that day than the en-

HMS Theseus returning from her final
war patrol. (David Hobbs collection).

Above. A schematic of HMS Glory, a typical Light Fleet Carrier. Below. Naval Airman (O) Clive Smithers
of Sydney prepares to load a 500lb bomb aboard a Firefly of HMAS Sydney in preparation for a ground
strike in North Korea. ✈

FlyBy Newsletter Page 31



FlyBy Newsletter Page 32 FlyBy Newsletter Page 33

Sydney 30 Sep 1951 - 27 Jan 1952
Arriving opposite Sydney in Kure on 27 Septem-
ber Glory’sMarine Band was playing ‘If I’d known
you were coming I’d have baked a cake’. After a
three day handover Glory sailed for her refit at
Garden Island Dockyard playing the jaunty ditty
‘The Tattooed Lady’ with the popular lines ‘While
just below her kidney, Is a bird’s eye view of Syd-
ney’.
The Sydney CAG under the Air Group Comman-
der, Lieutenant-Commander Mike Fell DSO DSC
RN, was three squadrons being the two of the
21st CAG and one squadron of the 20th CAG.
The quality of Sydney’s ship’s company, Air De-
partment and CAG was immediately apparent
from her first war patrol.
On day one she flew 47 sorties and on day five, 11
October, she achieved a record breaking 89 sor-
ties, with at one point thirty-one aircraft airborne.
The Admiral signalled in the popular cricketing
terms: ‘Eighty-nine sorties in one day is grand bat-
ting by any standards, particularly in the opening
match…’ , while the accompanying Bataan sig-

Glory 23 Ap 1951 - 30 Sep 1951
On her voyage out to the Far East the RM Band
had played ‘Slow Boat to China’ departing Aden.
AsGlory entered Sasebo with her 14th Carrier Air
Group of 804 (Sea Fury) and 812 (Firefly)
Squadrons to relieve the welcoming Theseus her
Band were playing a challenging rendition of ‘Any-
thing you can do we can do better’. This reflected
the high esprit of the crew under Captain Kenneth
Colquhoun DSO. An imposing officer he had
joined Ark Royals commissioning crew in 1938,
and later commanded the escort carrier Trum-
peter. Learning to fly after the war Kenneth soloed
on his forty-fourth birthday in 1948, before com-
manding Seahawk/Naval Air Station Culdrose.
Glory conducted nine war patrols. Having re-
ceived extra replacement aircraft withWarriors ar-
rival from the UK as a ferry carrier in August, it was
on the final day of her eighth patrol, 9 September
1951, that she set a new record of 84 sorties over
six events. Eighteen defensive and sixty-six offen-
sive sorties, including CAS and against flak posi-
tions, were flown. When the last event of nineteen
aircraft launched every aircraft of the CAG was
airborne. One of these nineteen, a Firefly bombing
a railway bridge, was damaged by flak and
crashed in coastal sand dunes where the crew
were rescued by Glory’s helicopter.
Commander (Air) Stan Keane DSC (see ‘SNO
Number One’ FlyBy October 2022) always ended
his daily Flying Program with updated ‘cricket’
scores. The previous day Glory had been 51 for
Nil and the month of September was standing at
315 for 2, with 80 landings since the last accident.
Overall to date Glory’s CAG was 3,656 for 23.
Entering port two days later the band played the
challenge tune again and the Admiral signaled:
‘Your magnificent performance…makes an all
time high, Tune played on your arrival now com-
pletely vindicated. My heartiest congratulations to
you all.’
The downside of such effort was that the US Ad-
miral, seeing a rate well in excess of that being
achieved by equivalent size carriers in the USN,
immediately expected it as the new normal. When
explained that it was not possible to maintain that
rate for two days in succession a target rate of 66
per day was agreed for the Wonson attack which
opened Glory’s ninth patrol. In the event a broken
catapult reduced the sortie rate as all aircraft had
to launch with RATOG, to many of the aviators
discomfort. Most aircrew faced North Korean flak
with more equanimity than they would a RATOG
launch.
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Above. Princess Elizabeth inspects the band
aboard HMS Glory.
Below. The Sikorsky helicopter from Glory
(background) landing on Sydney’s flight deck.
This aircraft was crewed entirely by loan
personnel. ✈

nalled that they ‘had reserved Sydney a game
with the West Indies in anticipation of a century’.
Flying seven events starting at 06:26 the day saw
the biggest sea bombardment of 1951, with Syd-
ney’s aircraft spotting for New Jerseys’s sixteen
inch and Belfast’s six inch guns throughout the
day. The afternoon culminated in an attack by six-
teen Sea Furies on an estimated two-thousand
enemy troops who were digging in. Final recovery
was at 16:49.
It is worth noting that two days before this mag-
nificent effort the escort carrier Rendova had
achieved a USN record of 50 sorties. Not much
above their usual daily average of forty-five.
We do not have a record of the tunes played by
Sydney’s band under Commissioned Bandmaster
George Hooker but we do know they were fully
employed in the operations of the carrier, manning
various stations including Damage Control Head-
quarters. With Sydney’s deployment moving into
the shorter days, and inclement weather, of late
autumn and winter the record figure was not ap-
proached again in her six further war patrols.
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Glory 27 Jan 1952 - 05 May 1952
After a month in Garden Islands Captain Cook dry
dock, and further weeks of refit whilst alongside,
the crew ofGlorymarched down George Street on
18 December 1951 led by the RM Band. The band
had also played at the first day of the Davis Cup,
and ‘Per Concordium Gloria’ provided tunes at the
Farewell Party held onboard.
The two hundred and eighty officers and men of
the CAG had disembarked to Albatross which, al-
though more isolated, saw them as well cared for
and entertained as the ship’s company in Sydney.
The CAG re-embarked in Jervis Bay on 2nd Janu-
ary, 1946, before the carriers final few days along-
side. Glory’s ships poet was to later declaim : ‘On
seventh of Jan we said goodbye, And left the Syd-
ney girls to cry. The next three months were you
know where, Breathing deep the Korean air.’
Replacements for Glory’s second deployment
included three RAN aviators who had just
completed Fighter OFS in the UK. Acting Sub-
Lieutenant Peter Wyatt joined 804 Squadron
ashore at Nowra while Lieutenant Alan Cordell
and Acting Sub-Lieutenant Andrew Powell were
flown out to Japan on December 16th, 1951.
Temporarily joining Sydney for her final war

patrols they transferred to 804 Squadron aboard
Glory on handover
Handover from Sydney was in Hong Kong on 30
January 1952. When the communist forces at-
tacked Sok-to Island, at the mouth of the river that
flows through Pyongyang, Glory mounted an air
offensive of ten events on 17 March that com-
menced at 06:45 and completed at 19:25. The
CAG flew a record 106 sorties,105 being opera-
tional sorties as one aircraft returned early with en-
gine trouble.
Impressively the maintainers kept 100% service-
ability throughout the day despite two barrier en-
gagements. While primarily responding to an ur-
gent tactical situation, it was also a conscious reply
to the challenge posed by Sydney for having
beaten their previous record. The Fifth Sea Lord
continued the cricketing analogy when he sig-
nalled from the Admiralty ‘Congratulations on your
fine century.’
For the RM Band they had turned to yet again with
the ordnance teams, manhandling the explosives
from magazines to aircraft - sixty-eight 500lb
bombs and four hundred and eight rockets being
expended on targets through the day.

Another replacement, Lieutenant Martin Scott (P)
RAN joined 804 at the end of March for Glory’s fi-
nal two War Patrols. As a Temporary Acting Sub-
Lieutenant (A) Martin had been flying Miles Mar-
tinet target tugs from Malta with 728 Squadron in
1945 before discharge from the RNVR. This
squadron supported the ships working up in the
Mediterranean before heading east to the British
Pacific Fleet. Joining the RAN in October 1950 he
had completed his OFS II Fighter Course the pre-
vious month. For Martin Flying Sea Furies in this
war was to prove far more interesting than flying
target tugs in his first had been.
By the end of this second deployment sixteen pi-
lots had each flown more than 139 sorties. Glory’s
score for the two deployments was standing at
6,373 for 36. Although nine aircrew had been
killed, a remarkable twenty-four had been rescued.

Ocean 05 May 1952 - 08 Nov 1952
Taking over from Glory in Hong Kong the CAG
system now gave way to individual squadron em-
barkations. Lacking an Air Group Commander the
Commanding Officers of 802 (Sea Fury) and 825
(Firefly) Squadrons reported direct to Ocean’s
Commander (Air).

Above Left: Sydney post Korea but with aircraft
still having Invasion Stripes. A Sea Fury has just
launched, and a Firefly is ready to line up.
Above right: A Fairey Firefly painted with invasion
stripes receives a late wave-off from the deck of
HMS Triumph, whose deck is marked with a Union
Jack. (David Hobbs collection).
Inset. A Sea Fury launches from HMS Glory using
Rocket Assisted Take Off Gear. ‘The RAN aban-
doned its use after a fatal accident in May of 1951,
when Lt Barnett lost his life, but the RN continued to
use it for a while. ✈

Ocean was commanded by Captain Charles
‘Crash’ Evans DSO DSC, a rather piratical top
scoring fighter pilot who had shared in the first
FAA kill of World War Two flying a Blackburn
Skua. He commanded 806 Squadron and was
Commander (Air) of Implacable in the Pacific bat-
tles of 1945. Fresh from his desk as Director of the
Naval Air Division, Crash was determined to show
the capability of his carrier and squadrons. On
day one of their first war patrol, 11 May, launches
commenced before dawn at 05:15 and 87 sorties
were flown.
A week into her inaugural war patrol, on 17 May,
the ship went all out to break Glory’s record with
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Left: Job done! Fresh from their Korean deploy-
ment, the crew of HMAS Sydney muster on the
Flight Deck to hear an address from the Minister for
Army, praising their contribution to the conflict.
The RAN’s Fleet Air Arm was only three years old,
made up of a mixture of experienced WW2 veter-
ans and new blood keen to make their mark on the
new Branch. Its record was exemplary. ✈

the Air Department turning to at 04:30. Light winds
meant the engine room regularly produced 22
knots for launching and recovery. Dropping ninety
tons of bombs a record 123 sorties were flown.
Contributing four sorties to this record was Martin
Scott, who had transferred to 802 Squadron
aboard Ocean when Glory departed, and was in-
deed having an exciting time. Martin was later to
be Senior Pilot of 808 (Sea Fury) Squadron aboard
Vengeance, and commanded 851 (Firefly)
Squadron at Albatross.
Ocean conducted ten war patrols and would use
the maintenance carrier Unicorn, when in com-
pany, to help as a spare deck. Diverting inbound
unserviceable aircraft directly to Unicornmeant no

interruption's to Ocean’s operational tempo.
Sometimes even the CAP would be flown from
Unicorn.
Glory relieved Ocean in Hong Kong on 4 Novem-
ber. There is no record of whether Glory’s Marine
Band once again played ‘Anything you can do we
can do better’.

Glory 08 Nov 1952 - 19 May 1953
On Glory’s passage to her third deployment with
801 (Sea Fury) and 821 (Firefly) Squadrons em-
barked, a thirty aircraft strike was flown on 28 Oc-
tober against a terrorist camp in Malaya. It was a
good warm up ‘batting practice at the nets’ since
Captain Edgar Lewin DSO DSC* was determined
to prove his theory that with thirty-three aircraft and

fifty pilots embarked every daylight hour
should see twelve aircraft launched.
Although the Commanding Officer of
801 was Lieutenant-Commander (P)
Peter Stuart, that squadrons senior offi-
cer was Commander (P) Godfrey Place
VC DSC. Commander Place had won
his VC in the midget-sub attack against
Tirpitz in September 1943. Upset at the
Submarine Branch offering him a mun-
dane posting after repatriation, as he
had ‘lost’ so much time as a POW, Place
turned his back on that branch. Return-
ing to general service he then embraced
the Air Branch, qualifying as a pilot only
nine months beforeGlory arrived on sta-
tion, and later commanded the carrier
Albion before promotion to Rear-Admi-
ral.
Glory conducted eleven war patrols,
making twenty-five total over her three
deployments. She also experienced
some of the worst winter weather Korea
could produce, surpassing even the pre-
vious harsh winter she had operated
through. The blizzards and ice were se-
vere enough to bring back unwelcome

memories for the old Arctic Russian Convoy hands amongst
the crew.
On Easter Sunday 5 April Glory flew 123 sorties in the ten
events possible in the longer daylight hours - matching
Oceans record. First launch was at 06:45 and last on at
19:25. Maximum effort was made from dawn until 14:45
when 107 sorties had been flown. Thereafter the effort was
reduced to the minimum necessary to ensure the 123 sortie
target. Indeed the final three events flown were only CAP
and TARCAP.
The ships command could have exceeded the record but
held that sound airmanship dictated equalling Ocean rather
than risk lives with statistic record chasing. This number still
required four sorties per aircrew, or around six hours flying,
plus two each by the Commander (Air), Flight Deck Officer
and the Landing Signals Officer. TheWestlandWS-51 Drag-
onfly helicopter was kept busy flying the Chaplains around
the force to conduct Easter services.
On 20 April, leading from the front, the Commander-in-Chief
Far East, Vice-Admiral Sir Charles Lambe KCB CVO, flew in
the Firefly of 821’s CO to observe strikes by Sea Furies and
Fireflies. Sir Charles had been a Midshipman in a battleship
during World War One who later specialised in torpedoes.
He commenced World War Two commanding a cruiser and
finished it commanding the fleet carrier Illustrious in the
British Pacific Fleet. Having been Flag Officer Flying Train-
ing, and then Flag Officer Air, Sir Charles was firm that he
should observe operations at first-hand from the air.
With the last sorties of the deployment flown on 14May 1953
all departments of the ship took deserved pride inGlory’s un-
surpassed seven thousand operational sorties over Korea
since April 1951. To achieve such figures every section had
worked to their maximum. One example among dozens
would be the Safety Equipment Section. They had packed
and serviced fourteen hundred parachutes, two of which
were used. Innumerable life jackets and dinghies were also
packed with forty used in extremis. There were no failures!

Ocean 19 May 1953 - 27 Jul 1953
The first four war patrols flown by 807 (Sea Fury) and 810
(Firefly) Squadrons operated at a slower tempo as offensive
actions were curtailed with the approaching armistice. An ‘E’
for Elizabeth formation was flown over the front lines of the
Commonwealth Division on Coronation Day 2 June 1953.
The signing of a POW agreement on 8 June showed
armistice was near but the sorties, especially close air sup-
port, continued. After the Armistice was signed on 27 July
1953Ocean conducted a final four patrols to monitor adher-
ence to the ceasefire. A monitoring role Sydney continued
when she next arrived on station with 805 (Sea Fury), 816
(Firefly) and 850 (Sea Fury) Squadrons embarked.

Glory July 1953
On 9 July 1953, flying her paying off pennant,Glorywas wel-
comed by a two thousand strong crowd at Portsmouth. As
she approached the Naval Band on the wharf were playing
‘Home Sweet Home’. ✈
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For most of us, our Superannuation is,
next to the family house, our greatest as-
set. But when you die, who it goes to is
not necessarily straight forward.

g
Last winter, a friend passed away suddenly. A few
weeks later, her physically abusive boyfriend with
whom she had been living made a claim for all her
assets. He also wanted all her superannuation
benefits.
Since she hadn’t nominated anyone to inherit her
super, he was deemed the rightful beneficiary by
law, despite her family’s objections.
Industry Super Australia’s director of advocacy
Georgia Brumby said it was important to tell your
fund who you have nominated as your beneficiaries.
‘‘Without clear instructions, the fund trustee will use
their own legal discretion, which may not exactly
reflect your will and can be at risk of claims by other
beneficiaries,’’ she said.
Conor Sheridan, a senior associate in Colin Biggers
& Pailley’s wills, estates and succession planning
team, said even if a person’s will stipulates their
estate should be split between friends, the
superannuation fund trustee cannot legally provide
the money to anyone but a dependent unless proper
steps have been taken.
According to the Superannuation Industry
(Supervision) Act, there are only three types of
people who can be nominated as beneficiaries.
They are dependents, including spouses and
children; people with whom you had an
interdependency relationship where there was a
close personal relationship (you lived together and
provided financial support to each other); and a legal
representative.
A legal personal representative is the executor of the
will or estate administrator or someone who has
enduring power of attorney. This third option is
important for people who want their superannuation
to be paid to someone other than a partner or child.

For a super fund to recognise a legal personal
representative, people need to have a valid binding
death benefit nomination, Sheridan said.
The superannuation death benefit will be paid to the
representative, who can then distribute the
superannuation money the way the person intended,
as stipulated by a will, he said.
It means the superannuation money can go to friends,
siblings, or even a cat shelter or art gallery, depending
on their final wishes.
Even if people legally nominate someone to receive
their death benefit, it is important to note this is not a
set-and-forget situation.
To be valid, the death benefit nomination needs to be
updated every three years.
‘‘Nominated beneficiaries should be kept up to date,
especially after big life events – like marriage, divorce
or separation – to avoid additional stress for friends
and family,’’ she said.
So, in a nutshell:
• Even if you have a valid Will, don’t assume
your Superannuation Fund can pay the people
or organisations stipulated in it.

• Contact your Super Fund to make sure they
know who your beneficiary is.

• Ask them for advice, particularly if you wish to
leave your super to other than a spouse or
dependent.

• Make sure you understand what “a
dependent” means.

• If your personal circumstances change (such
as through divorce, the death of a partner or
dependent for example) make sure your Super
Fund is advised. ✈

Extracted from two articles originally published in
the SMH. Disclaimer. The above material does not
constitute formal financial advice. Readers are en-
couraged to seek the opinion of a registered Finan-
cial Adviser, or to speak to their Superannuation
Fund. ✈

Every Australian employed by a company has
superannuation paid on their behalf into a fund at a rate
of at least 10.5% of the worker’s income, to help save
for retirement.
The money starts to add up quickly. According to the
Association of Superannuation Funds of Australia, the
average Australian has $147,425 in superannuation.
Many have a lot more. ✈

Where does your Supergo when you die?
About the Author of “A Glorious Record”
Graeme Lunnwas a Seaman Diver in the RANR’s Diving Team Six before joining the
Royal Australian Naval College as a Senior Entry in 1976. He was in the first group to
be sent to the University of New South Wales for Bachelor of Arts degrees and found
a love for history there. He later added a Masters degree in military history from the
University of New England.
His seaman training included gaining his Bridge Watchkeeping Certificate in Mel-
bourne, followed by selection for No.114 Pilots Course. FAA postings included HC723
and HU816 with the venerable Wessex in its CT role and a tour with the Multinational
Force and Observers in the Sinai. He did an exchange posting with the RNZN flying a
Wasp whose short endurance helped him accrue 1749 deck landings.
On return from New Zealand in 1988 the prospect of a desk in Canberra, sitting out the delayed Seahawk pro-
gramme, was not as enticing as joining British Airways where he had a 33 year career. Qualified on almost the
entire Boeing range - B737, B757, B767, B777, B747 and B787 - Graeme was in the Flight Standards Unit for
three years where he flew with all the BA fleets, including Concorde, and with all BA’s subsidiary and franchise
airlines around the world.
After over 22,000 flying hours he retired (compulsorily) in August of 2021 when he turned 65, and moved perma-
nently back to New Zealand where his wife Rowan hails from. Their daughter’s old bedroom has been converted
into his library/study and his mission is to make the history of Australia’s naval aviators from 1911 more widely
known. ✈

Speaking of New Zea-
land, Peter Manktelow
recently sent me the
photo to the right and
advised:
“I can’t remember if I
was flying the aircraft in
the photo or whether I
was in the camera air-
craft. The active volcano
was Mt Ruapao in NZ.
My co pilot was Lt Roy
Taylor RN , brand new
to the Iroquois on ex-
change having replaced
Dave Nelson (RM).
We embarked 3 of 723
Squadron (C.O. Max
Speedy) Iroquois on
board the carrier HMAS
Sydney in Sydney
harbour on 30th March
1973. It was a rough
crossing to Wellington.
We also had on board a
battalion of Australian
infantry ostensibly to carry out an amphibious training operation. It would have demonstrated a unique
capability. The story we were told was that the RAAF got wind of it and the exercise was not allowed to go
ahead.
We ended up flying to the NZ Army base at Waiouru and spent our flight time doing scenic flights all
around central north island. Great fun.
We eventually rejoined the ship in Auckland and returned to Nowra on the 16th of April 1973.” ✈
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On 30th January we paused
to remember Lt Peter
Arnold, who was killed in a
Gannet crash on that date in
1959.

Lieutenant Arnold was
tasked to fly Fairey Gannet
XA332 from the Fairey Avia-
tion workshops at Bankstown
to NAS Nowra. On route, ac-
cording to witnesses at Mi-
randa 19 km south of Syd-
ney, sections of the tail unit
were seen to detach from the
Gannet, with the aircraft fall-
ing to the ground. Peter was
killed instantly leaving a wife
and child. It was tragic end to
a 13-year navy career. He
was just 26 years old.

The Gannets were immedi-
ately grounded for inspection,
and a full Board of Inquiry
and Coroner’s Inquest were
established to examine the
reason for the crash. While a
dislodged cotter pin was a
suspect, the exact cause of
the empennage failure could
not be determined. ✈

STOP PRESS!
As this edition of ‘FlyBy’ goes to print, we
have reached 54% of our $9,000 goal to get
the new Skyhawk book published.
Thank you to the 19 people who have contrib-
uted so far.
To everyone else: please can you help? The
fund-raiser terminates at the end of February,
andwe are desperate to reach the target. Ev- ery
single donation is welcome, no matter how
small.
Don’t leave it to someone else! Click
here to read about the project and how to
assist. ✈
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https://www.faaaa.asn.au/wp-content/uploads/2023/01/SkyhawkAppealv3.pdf

