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When I joined our Association back in 2008 I 
looked forward to the camaraderie of a fine 

bunch of aviators. While that has certainly been 
the case, I never envisaged that we would find 
ourselves in a position where it became imperative 
for us to enter into the political fray to save our 
industry and our organisation.

You may remember some years back that Dave 
Curtin raised the idea that the Association give 
young prospective pilots the opportunity to fly with 
us at our Fly-Ins. As Dave so eloquently phrased 
it, “unless we encourage young people to become 
involved in aviation we might as well build a large 
hangar to house our aircraft as museum pieces, 
as there won’t be any young pilots around to buy 
them”. At subsequent suitable Fly-In destinations 
we did shop around looking for young interested 
people but could not find any. I have since asked 
Fly-In organisers to not only canvas local schools 
but also organisations like Air League. And still 
we have no takers. Since Dave raised this issue 
aviation as an industry has been in a steep decline.

I believe that the main reason for the decline 
in interest in aviation is the ever increasing cost 
of operating an aircraft combined with the huge 
increase in regulation. For this we can look to our 
politicians and regulators (CASA) who continue 
to impose on our industry impractical and costly 
imposts that have little impact on improving safety 
while ignoring the obvious advances in technology 
that have been proven to offer safety benefits.

Since its inception our Association has been a 
member of AOPA, as have many of our members. 
For many years AOPA have recognised this parlous 
state and have attempted to negotiate with CASA 
to reduce costs and over regulation. This has not 
been successful. AOPA then commissioned a 
report on aviation titled Project Eureka. This is a 

very well researched and presentable document 
which clearly explains the issues. AOPA by-passed 
CASA and presented this document to the Minister. 
I would strongly recommend that you read it as the 
issues it outlines will have to be negotiated over the 
current parliamentary term.

Since the presentation of Project Eureka there 
have been many developments:
* A rally in Tamworth attended by the then 

Minister for Infrastructure & Transport Darren 
Chester, the Deputy Prime Minister Barnaby 
Joyce, the Chairman of CASA Jeff Boyd 
and CASA Board member Ms Anita Taylor. I 
attended this rally along with Frank & Leslie 
Lewis and Cliff Princehorn. It was estimated 
that up to 400 people were in attendance. It 
would almost be an understatement to say 
that this meeting was aggressive; people 
from around Australia vented their anger and 
frustration at the destruction of their businesses 
and livelihoods. They laid the blame squarely on 
the political decisions in Canberra and CASA.

* Subsequent to this rally I presented on your 
behalf our Association’s position on the decline 
in aviation. This document I forwarded to the 
Chairman of AOPA and Chairman of CASA. The 
latter replied and it will be presented at the next 
CASA Board meeting. It is appended to this 
report (Association Concerns over Decline of 
Aviation in Australia).

* Following the rally, the double dissolution 
was called and of course all dialogue with our 
elected representatives has been temporarily 
halted. However, AOPA did have a meeting with 
CASA which was chaired by a senior member 
of the Minister’s department.

* On 30th May AOPA held their AGM which 
I attended and where I was able to meet the 

Board of AOPA. I was invited to stay on for their 
Board meeting and afterwards an informal 
dinner. I reiterated our Associations support 
and was able to establish a good dialogue with 
them.
I am encouraged by Jeff Boyd’s understanding 

of the issues affecting us all. Hopefully, by involving 
our elected representatives we can change the 
culture in CASA and reverse the decline in GA.

Finally, I would encourage those who are not 
AOPA members to seriously consider joining. While 
AOPA is financially very strong, the fight to save our 
industry will incur expenses.So it is not only your 
funds that that will be beneficial but your moral 
support; when AOPA fronts Canberra they can 
say that they truly represent the whole of General 
Aviation.

Now, moving along to the matters that we all 
enjoy. We had a wonderful Fly-In at Sheffield and 
our congratulations to Sandra and Barry for their 
wonderful organisation; a report follows. 

THE PRESIDENT’S CORNER
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2017 AUTUMN 3-5 March Kangaroo Is. SA

2017 SPRING Work in progress TBA
2018 AUTUMN Work in progress TBA
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As I write we are about to email our registration 
forms for Katherine, this has been a challenging 
destination to organise but promises to be another 
great Fly-In.

Regretfully, Allan Kellett has not been well, and 
we wish him a speedy recovery and look forward to 
his return to the microphone with his unique sense 
of humour. 

Last Saturday, July 9th, we held our committee 
meeting at Broken Hill, capably organised by Lotty. 
The minutes should by now be in your inboxes and 
I would encourage you to keep abreast of your 
Associations movements. The next Committee 
meeting will be at Katherine on Sunday afternoon 
and there is still information on events which space 
does not allow to include in this Corner. All members 
are of course entitled and more than welcome to 
attend.

Finally, I would like you to welcome new 
members Brian Smith (Glenlee – Vic), Phil Van 
Wegan (Hamilton – Vic), Paul Roberts (Gilgandra – 
NSW), Noel Nicholson (Palm Beach – NSW), Paul 
Goodman (Mount Gambier – SA), and Jodie Davis. 
We look forward to your company at our next Fly-In.

ASSOCIATION CONCERNS 
OVER DECLINE OF AVIATION IN 
AUSTRALIA

The Cessna 182 Association of Australia Inc. 
represents 105 owners of predominately Cessna 
aircraft. While we are essentially a social organisation 
our membership consists of pilots with a vast array 
of experience. This includes former military and 
airline pilots with over 5 decades experience on 
multi engine turbines with command instrument 
ratings through to bush pilots who successfully 
operate in unforgiving outback Australia. Aeroplane 
types vary from sport and recreational aircraft 
through to sophisticated piston and turbine glass 
cockpit aircraft. With this experience our members 
are well qualified to comment on the current state 
of aviation in Australia. Over the past five years we 
have become increasingly concerned at the decline 
in general aviation in Australia.

One noticeable effect is the shortage of young 
pilots entering the aviation field. Our Association 
was formed in 1999 and in the following years the 
average age of our membership has risen by 10 – 12 
years. We have also seen a significant reduction in 
aircraft movements, particularly at major secondary 
airports (Class D).

We consider the decline to be largely due to the 
rapid increase in the costs associated with aircraft 
ownership, the over regulation of the industry which 
has become inordinately time consuming, and the 
effort required to maintain compliance with CASA 
requirements.

In detailing these issues we are specifically 

concerned with the following:
a) The application of SIDs (Supplementary 

Inspection Documents) to all aircraft regardless 
of age or condition.

b) The requirement to replace control cables 
when the aircraft is relatively new (15 years). 
This requirement was issued well after the 
SIDs program was implemented and this 
disorganisation has resulted in costly ($5000) 
duplication of work. Further, we believe that 
this program is unnecessary given the rigorous 
requirements of the Cessna Maintenance 
Program/SIDs.

c) The timing of the ADS-B implementation 
suggests a complete lack of understanding 
of how aircraft systems are certified. Some 
18 months ago Cessna issued a maintenance 
memo stating that it would be 2020 before 
most Cessna aircraft can be certified by FAA 
for the installation of ADS-B equipment. Many 
Cessna aircraft will simply not be capable of 
meeting CASAs February 2017 implementation 
date. Installation costs to our members can be 
around AU$35000. We note that the American 
Congress has passed a bill authorising interest 
free loans to assist owners with these costs. 
Additionally, pilots in the USA benefit from 
Universal Access Transceivers giving them 
extensive inflight information which considerably 
enhances safety. Australian aviators receive 
none of these benefits.

d) Our second concern regarding ADS-B is the 
inability of Australian aircraft to utilise the safety 
benefits of Satellite Based Augmentation Systems 
(SBAS). All aircraft which are ADS-B compliant 
must, as a part of the upgrade, be fitted with the 
American version of SBAS (WAAS). This would 
allow all approaches utilising Performance Based 
Navigation (PBN) to fly approaches utilizing 
vertical guidance. CASAs own booklet on PBN 
states “Approaches with vertical guidance, 
where the aircraft has both lateral and vertical 
navigation capability, are a further eight times 
safer than approaches without vertical guidance, 
so are a significant safety enhancement.” The 
entire northern hemisphere is either SBAS 
operational or will be so in the near future. It is an 
appalling situation that Australian pilots, having 
spent considerable sums to equip their aircraft 
with SBAS (WAAS), be denied access to the 
safety enhancements it provides.

e) The Notice of Proposed Rule Making (NPRM) 
regarding constant speed units and propellers 
requiring inspection and strip down is 
unwarranted given the reliability of these units. 
They are inspected pre-flight, then again under 
stress before takeoff. They are further rigorously 
inspected at periodic maintenance intervals. We 
believe this costly ($5000 plus parts) inspection 

is unnecessary.
f) Our members are concerned with security; 

we have expensive aircraft to maintain. 
However, the costs associated with ASIC 
cards are unwarranted, they have too short a 
validity period and their issue does not ensure 
serious security at any other than major city 
airports. We consider a renewal period of 10 
years appropriate (same as a passport) and a 
demonstration by authorities that security at 
airports requiring ASIC is sound.

g) We believe that Airservices Australia costs (air 
navigation charges, BOM charges and landing 
charges) should be abolished. Our industry has 
been burdened with excessive costs by way 
of fuel excises and GST on aircraft, aircraft 
parts, and labour. Unlike other segments of the 
community we have not been subsidised, and 
our industry is now in crisis. Abolishing these 
Airservices charges would be a meaningful step 
towards the recovery of our industry.

h) We believe that an enquiry into airport costs, 
including aerodrome charges and parking-
hangarage fees, be undertaken to assess the 
impact that these have had on the decline in 
aviation.

i) We believe that aviation medicals need to be 
brought into line with best international practice, 
that class 2 medicals should be the same as 
recreation pilots or car drivers licence standards.

j) We believe CASA have not engaged or 
sufficiently consulted with the stakeholders of 
our industry. Lack of consultation has resulted 
in the before-mentioned debacles, along with 
the appalling and unnecessary uncertainty 
associated with CASR 61. Had CASA consulted 
with stakeholders the uncertainty and anguish 
of the beneficiaries of Angel Flights would have 
been avoided. Our members are most concerned 
with AIP amendment number 75 resulting in the 
arbitrary changes to radio frequency allocation 
which has resulted in confusion, unsafe 
practices and with air traffic controllers having 
to follow non-standard procedures.
Our members feel that CASA are only interested 

in safety provided that it comes at no cost to the 
regulator. The assessment that CASA are out of 
touch with general aviation is leading to contempt 
for the regulator. We think that this can only be 
reversed by a completely revised and rejuvenated 
CASA through regulatory reform.

Our association endorses and supports the 
aims of the Aircraft Owners and Pilots Association 
(AOPA) to further the interests of owners and pilots.

We look forward to advancing the interests of 
aviation and return the industry to its former robust 
state.

Peter Jones, President
Cessna 182 Association of Australia Inc.

THE PRESIDENT’S CORNER (Continued)
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By Barry Bransden
The March C182 fly-in was held at the 

beautiful private airfield of Phillip and 
Nicky De Bomford called “The Vale” near 
Sheffield.

Although the weather on the arrival day was 
not good we were pleased to see so many familiar 
smiling faces of those who safely flew their planes 
to the airstrip. I bet it will be a flight you will never 
forget and when you are in the old folks home 
telling your story about crossing Bass Strait at 
low level in rain and wind, arriving at an airstrip 
in the hills at the base of a 4,000ft mountain, the 
other residents will say “bull” they have lost their 
marbles.

The boutique BBQ in The Vale hanger 
consisting of all Tassie produce, was the beginning 
of a successful three days event. I was told, Anne 

Haynes and a couple of others, not wanting to face 
the rain outside decided to stay in the bar until very 
late that night.

Friday morning was an early start and 
travelling via Paradise over the Gog Range through 

Mole Creek to Trowunna Wild Life Park for the 
Tasmanian Devil experience. I thought the wombat 
running the boardwalk was terrific.

Next came the serious stuff, the Honey Factory 
at Chudley seeing how a bee colony works, some of 
us didn’t care, just wanting to taste the end product.

41˚ South (I 
love the name) was 
like wandering into 
someone’s back yard 
and thinking we must 
have taken a wrong 
turn. The most amazing 
salmon and spice 
products appeared 
followed by a tour of the 
breeding ground and 
growing ponds. Many 
purchased products to 

take to their interstate homes.
Lunch at Deloraine at the 50s diner was a 

step into the old USA, a typical Route 66 diner. 
Every time we go there we see memorabilia we 
missed last time. This town, once bypassed by the 

highway, has grown 
into a tourist Mecca, 
a place you could 
spend much more 
time viewing. The 
Information Shop with 
its historic tapestries 

and the small statues 
lining the main street 
are quite unique.

Then back to 
Sheffield where people 
rested and prepared 

for the Friday night dinner at the local pub.
Saturday morning called for a Guided Tour of 

our famous murals. The guides are passionate 
about their origin and history. I heard a comment 
from one member who said, “I am not sure I will 
enjoy this” but by the end of the tour he said. “I 
loved it.” As a matter of interest, our member, 
Brian Inder, is the man responsible for Sheffield 
being a town of murals.

Then it was on to the Ash Grove Cheese factory. 
With such a wonderful selection of cheeses why 
would you buy another brand? The talk given by a 
staff member was informative especially for those 
off the land.

Christmas Hills Raspberry Farm, just off the 
highway in the middle of nowhere, provided a 
delicious lunch, after which it was hard to round 
up members and get them back on the busses, 
some to go to a brewery and the others to Anvers 
Chocolate Factory.

Our next tasting was at Seven Sheds Brewery, 
the brewery in a back yard at Railton. We not 
only sampled the wares but were shown and told 

Report on the Tasmanian Fly-In 9-12 March 2016
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about growing hops and the process of brewing 
good beer. By the way, Railton is the home of a 
cement works that ships cement all over Australia, 
it even supplied the cement for the Sydney 
Harbour bridge. Unfortunately, the Chocolate 
Factory did not have anyone available to explain 

the manufacturing process so the visit was limited 
to tasting their product.

Back at Sheffield it was dress-up time for 
the gala dinner at The Villarett Gardens near 
Kimberley. The presentation of this venue was 
exquisite and beautiful with late summer trees and 
flowers divided by green manicured lawns. The 
harp player on the veranda on a balmy night added 
to a serene atmosphere to be cherished.

Our sponsored charity this year was Mates-
for-Mates support for returning servicemen and 
women from oversea conflict zones. Through the 
course of the evening our President, Peter Jones, 
introduced Phillip De Bomford, an ex Afghanistan 
and Timor veteran. He is a strong advocate 
for supporting our returned service personnel 
from overseas conflicts suffering from major 
physical and mental injuries. Phillip’s speech was 
informative and full of passion from the heart. A 
short video, ”Bringing them Home”, was then 
shown.

His speech touched many of us and in 

Report on the Tasmanian Fly-In (Continued)

response members donated $3000 to the Mates-
for-Mates organisation so a Sheffield group could 
be formed. At the beginning of May, veterans in 
this area planned an assistance clinics, sporting 
events and bus trips on a regular basis thanks to 
the C182 contribution.

On Sunday, things got serious with the AGM 

being held at the Outback club at our property just 
out of Sheffield. The meeting was well attended 
and was followed by lunch, wine tasting and lots 
more chatter.

After lunch some members departed to the 
Promised Land to become lost in the mazes of the 
tourist attraction, Tasmazia. Others chose to go to 
Steam Fest, the biggest steam display in Australia 

with a few of our group heading home in better 
weather than when they arrived. Others left the 
next day (Monday) while some stayed on for a 
further week fishing and sightseeing.

The sponsorship from “Events Tasmania” 
for our cooler welcome bags was very much 
appreciated along with other sponsors, Tasmazia, 

Anvers chocolate and Ghost Rock winery.
It is not possible to plan an event like this 

without voluntary helpers of which there were 
many, we thank them.

In conclusion, Sandra and I enjoyed showcasing 
our little bit of Australia. To you, thank you for your 
overwhelming support and we are looking forward 
to seeing everyone at Katherine.

 CONTINUED FROM P.3



5

I was going to cover navigation and 
weaponry in Part 3, however, both subjects 
are quite lengthy so I will only cover 
navigation in this Part and will add a Part 4 
on weaponry for inclusion in the next issue 
of this magazine.

As an added bonus, I will add another two 
Parts, Part 5 dealing with Air-Air Tactics and Part 6 
covering the Emergencies and miss adventures that 
I experienced and lived to tell the tale.

Navigation in a fighter aircraft was a lot more 
difficult than navigation is today. There were no 
GPS, ILS or DMEs in fighters in my day. ILS and DME 
were available in other aircraft but not in fighters. 
The fighters I flew only had a radio compass. For 
those that are unfamiliar with a radio compass it 
is a device that has a compass rose and can be 
tuned into frequencies such as those from radio 
stations, NDBs etc. and the needle will points to 
that transmission. However, it was not very reliable 
in bad weather - it pointed to thunderstorms. 

In good weather the answer was map reading 
using Mark One Eyeballs. Flying at height had one 
good advantage, you could see about 120nm from 

Flying a 
Fighter 
Aircraft
PART 3 
NAVIGATION

Owen Bartrop 
continues his series 
on life in the RAAF.

36,000 or above, the normal cruising heights for 
the fighter aircraft I flew. However, it was impossible 
to recognise navigational features at that distance 
unless they were major features such as coastlines, 
large rivers or mountain ranges. Navigating at low 
level was something else again, made more difficult 
by high speed and proximity of the ground.

To map read maps requires many maps and 
I must admit that the RAAF seemed to have an 
endless supply of maps. Each squadron had a 
navigation room where maps were housed in 
cabinets with many drawers. Each drawer had a 
particular map. In the centre of the room was a 
very large table where maps could be laid out and 
worked on.

There were only two types of maps, one was 
a Mercator’s Projection somewhat like our current 
WAC charts, the other was an topographical 
army field chart (only used in a target area). The 
procedure for creating a flight plan was to get all 
the maps that covered the track to be flown and 
spread them on the table. The maps had to be put 
together in a concertina fashion because there was 
insufficient space in the cockpit to open a map and 

the sheer speed that the aircraft flew meant that 
our journey across a map was quite rapid. The 
procedure was to glue the maps together and draw 
the track. Then out came the scissors and the maps 
were cut about 60nm each side of track to form 
a long slender map. This procedure was applied 
to each leg of a flight plan. Normally we only had 
one leg because we tended to fly directly to our 
destination. Fighter aircraft had a limited amount of 
fuel therefore endurance was a limiting factor.

Using a manual Flight Computer, we called it a 
pray wheel, headings and times would be calculated 
and marked on our map. Next 10nm lines would be 
marked across the proposed route to determine 
when visual fixes should appear. The map would 
then be folded concertina style (about 150 x 
180mm) and put on a knee pad. All our navigation 
has been done and we haven’t even left the crew 
room. 

After takeoff, with kneepad in place, it was 
just a matter of map reading to the destination, 
flipping the map as the aircraft proceeded down the 
track. If the weather was such that the ground was 
obscured then it was a matter of “dead reckoning”. 
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I might add that there were no autopilots in fighter 
aircraft in those days. In fact, the Sabre with drop 
tanks at 45,000ft was completely unstable and if 
the control column was released the aircraft would 
either pitch up and stall or nose down and go into a 
mach run (trying to exceed the speed of sound), it 
was impossible to trim the aircraft for stable flight.

My first ever navigation flight (NAVEX) was 
early in my pilot training when flying a Tiger Moth. 
At this stage of my training I had not been taught 
how to concertina a map. The plan was to take off 
from Uranquinty and fly to Culcairn and back - a 
total distance of 60nm. Eight nautical miles along 
the route was a great geographical feature called 
The Rock, a large mountain sticking out of the flat 
countryside. How could I get lost? 

I took off and climbed to height and glanced at 
the map which was flapping around in the breeze 
of the open cockpit. I found where I was and put 
my finger on the spot. On looking out to The Rock, 
which should have been at my one o’clock position, 
it was gone. Someone had stolen The Rock while I 
had my head in the cockpit. On looking around I saw 
Uranquinty directly in front of me and then I realised 
that my Tiger Moth had done a 180º turn while I 
had my head in the cockpit. My instructor said that 
I should fly back to Uranquinty and start again - 
lesson learnt, aviate, navigate, communicate. 

Only on one other occasion did I get myself 
temporary uncertain of my position. I took off from 
Laverton, Victoria, in a Vampire on a low level cross 
country (200ft). My first heading was 300º to 
Ballarat. I had not gone very far when I crossed a 

railway line that was not on the map. Obviously, I 
was not where I had planned to be, but why. Silly 
me, I had been steering 003 not 300 so I did about 
turn and picked up the railway line that I had just 
crossed and followed it to Ballarat. From Ballarat I 
was back on course and had no further problems. 
One had to be looking at the map some 5nm ahead 
so that navigation features could be anticipated and 
times noted.

Do not get the wrong idea that my navigating 
skills leaved a lot to be desired. I managed to 
navigate form Melbourne to Darwin, Newcastle to 
Perth and Butterworth to Saigon in Vietnam and on 
to Clarke Airbase in the Philippines, a distance of 
over 1300nm, 950 over water. 

As a fighter pilot we were expected to be able 
to fly to an area and identify a possible target. That 
meant navigating to the area and then searching for 
the target. Once identified, co-ordinance would be 
determined on the army field chart and a description 
of the target noted. On return to base these details 
would be handed over to army intelligence who 
would determine further action. If the target was to 
be destroyed, pilots would have to navigate to the 
target and identify it before delivering the necessary 
ordinance to destroy it. 

I can remember flying to given co-ordinance 
to bring back information as to what was at those 
co-ordinance. What I found was a 44 gallon drum 
way out in the bush. It takes a lot of navigational 
skill to successfully carry out this type of task. What 
makes this type of sortie more difficult is the fact 
that the aircraft is flying low level at 450kt and if 

over enemy territory could be under hostile fire. So 
as not to alert the enemy that you are looking for a 
specific target only one pass over the target area 
was prudent.

The same applies to delivering weapons to a 
target. Navigation is an important element of getting 
to the target area then identifying the target. 

I mentioned flying from Williamtown in NSW 
to Perth in the Part 2 episode. An interesting 
event happened while flying back to Williamtown. 
The flight consisted of two formations of four 
aircraft flying 10 minutes apart. The squadron’s 
Commanding Officer was leading the first flight and I 
was flying number 2 to the “A” Flight Commander in 
the second flight. We stopped at Woomera to refuel 
and eat a box lunch. We sat down under a wing to 
eat our lunch just as the first flight started engines 
and taxied out to the runway. After completing our 
meal the “A” Flight Commander told us that we were 
going to try a new technique on the last leg of our 
flight, called “cruise climb”. Normally when cruising 
long distances at altitude we would climb to height 
and set the throttle to give us a set cruise speed. 
As our fuel burnt down the aircraft became lighter 
and tended to speed up. To counter the increase in 
speed the technique was to reduce engine RPM to 
maintain optimum speed. 

The cruise climb technique was not to reduce 
throttle but to increase height by slowly climbing 
using the excess power while maintaining optimum 
speed. So we climbed into our aircraft, taxied out, 
took off and climbed to 36,000ft. With throttles 
set for the optimum speed of Mach 0.8 we let 
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our aircraft slowly climb as the fuel burnt off. We 
ended up at 43,000ft and must have entered a jet 
stream because we actually passed the leading 
formation who were still at 36,000ft. We normally 
called our destination when 60nm out to tell them 
we would shortly be joining the circuit. By the time 
the first flight called at 60nm we were overhead 
Williamtown and heading out to sea. Not to let 
anyone know that we had passed the first flight no 
radio calls were made until we were some 50nm off 
shore. Our leader then made the 60nm call and we 
turned around and headed back to Williamtown. I 
might add that there was only one radar capable of 
tracking us and they would not have been interested 
in where we went. We landed and I thought it would 
be a good idea to compare fuel usage on both 
formations. It turned out that using the cruise climb 
technique used less fuel even though more ground 
was covered.

It was also on this flight that one of our pilots 
decided to have a bit of fun with an American U2 
that was traversing to Laverton in Victoria. The pilot 
of the U2 called his position to Sydney control and 
Sydney insisted that he divulge his height. Of course 
the U2 was not about to do so because that was 
confidential information. He said he was higher than 
any civilian traffic but Sydney insisted on a height. 
In the end he said he was above 60,000ft which 
satisfied Sydney. Then the number three in our 
formation, who was an American USAF officer on 
exchange, radioed the U2 in his southern accent 
and asked the pilot what was he doing down there 
and suggested he should come up with the big 
boys. You could tell that the U2 pilot was confused 
by an American calling in at a higher height than 
he was. Sydney did not say a word. The rest of our 
flight were left having a good old laugh because we 
knew who made the call.

One other navigation exercise that I did while 
at Williamtown may be of interest. In 1957 I had 
business in Melbourne so I asked the CO if I could 
do an NAVEX to Laverton. He agreed so next day I 
set off for Melbourne. I completed my business and 
started to calculate a flight plan for the homeward 
flight. The meteorological briefing I received 
indicated that my Sabre would be flying in a 250kt 
jet stream. I telephoned Melbourne control and 
asked permission to have a go at the Melbourne to 
Sydney speed record. They gave me clearance, so 
away I went. 

The conditions of the speed record were that the 
aircraft had to fly over both Melbourne and Sydney 
at 1000ft. I lined up Essendon, which was the 
main civil terminal in those days, and accelerated 
to 600kt at 1000ft. After overflying Essendon, I 
converted as much energy as I could into height and 

was soon at 45,000ft heading for Kingsford-Smith 
airport in Sydney. About 60nm out from Sydney I 
started to convert height into speed to get down 
to 1000ft. I had to be careful not to go supersonic 
because supersonic booms over Sydney would get 
me into big trouble. I passed over Kingsford-Smith 
at slightly above 600kt and my time was registered. 
I then flew on to Williamtown at 1500ft. My time 
was 45minutes 48 seconds from Melbourne to 
Sydney but it did not break the record. I missed out 
by less than 20 seconds.

In 1958 I needed to get my captain’s 
endorsement on a Dakota. Part of that procedure 
required me to fly a cross country so I arranged for 
a crew and examining officer to accompany me on 
a flight from Richmond in NSW to Parafield near 
Adelaide. The aircraft had to go to Parafield for a 
major servicing.

Come the day, I created a flight plan and 
submitted it to the RAAF Air Traffic Control who 

then submit it to the civil authorities. Having got 
clearance, we climbed into the aircraft and took 
off. No sooner had the aircraft become airborne, 
the navigator called up and asked where were we 
going. I replied, Adelaide. His comment was; “I 
don’t have any maps for the route to Adelaide.” I 
told him to sit back and enjoy the trip, I would do 
the navigation. 

The examining officer, who was acting as co-
pilot, was not going to give me an easy time. Along 
the way he told me to divert to Griffith and do a touch 
and go on the airfield. I estimated that the heading 
change would be about 30 degrees so I changed 
course and low and behold we arrived at Griffith. 
Having departed Griffith I then decided to make 
good my old track and continue on to Parafield. No 
sooner was I back on track than I was told to do 
an ILS approach into Adelaide. I thought to myself 
that this was going to be interesting because I had 
never done an ILS approach. I knew the principle 
but not the practical. Out came the book with all 
the details of track and frequencies, which meant 
I had to divert to Tailem Bend on the Murray River 
to pick up the starting point. While I was diverting I 
switched on the ILS receiver and tried to select the 
necessary frequency. Fortunately for me, the ILS 
was unserviceable so no ILS approach. I landed at 
Parafield and was awarded my Dakota captaincy.

At one time at Butterworth, Malaya, I was 
programming our training schedule and decided 
that the squadron pilots needed a bit of a 
challenge. I had all aircraft loaded with one 25lb 
practice bomb and sent the pilots on a 2 hour 
(NAVEX). Their task was to drop the bomb on 
the local bombing range at a precise time plus or 
minus 15 seconds. To stop pilots circling the target 
area I arranged for bounce aircraft to intercept 
incoming aircraft.

What this exercise required was for the pilot 
to work out taxi, climb, cruise times as well as 
descent and bomb fall times. Each pilot was given 
a bomb-on-target time and these times were 
arranged so that every 30 seconds we had a bomb 
being dropped. If they arrived early or late they 
could not get clearance onto the range because 
there would be other aircraft already occupying 
or about to occupy the range. If their timing was 
out they had to bring the bomb back home. From 
memory, I think there was only one pilot that had 
to bring his bomb home. I think this gives an idea 
of the skill needed to fly a two hour cross country 
and hit a target within 15 seconds of a designated 
time, and also, what can be achieved using map 
reading during a navigation exercise.

IN SUMMARY
As it is today, navigation was very important 

and pilots had to keep up with the art of navigating. 
Whether it be high level or low, each was practiced 
night and day regardless of the weather. Accuracy 
was paramount because without it a sortie could 
become ineffective and the mission a failure.

About once a month we would do a NAVEX of 
some sort be it with a landing away or just fly to a 
way point and return.

Flying a Fighter Aircraft PART 3
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The Tasmanian Fly-In
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THE INCIDENT WITH THE YACHT
SQN LDR Rtd ERIC LUNDBERG continues 

his anecdotes on life in the RAAF. In 1970 I was 
employed in Darwin flying the Search and Rescue 
Dakota.

On the morning of 29 Aug 1970 I was tasked 
to look for a yacht - a Trimaran named Trident - 
that had been stolen from it’s moorings at Fanny 
Bay overnight. The aircraft crew consisted of pilot, 
navigator and two ground-staff observers.

The search area was to the north-east of 
Darwin (which the Navigator and I thought unlikely) 
which proved fruitless so we requested to try north-
west and after a short time , there she was.

We did a couple of low passes to identify the 
vessel and were convinced we’d found the right one 
: the description fitted and the only person on board 
was sitting in a deck chair looking straight ahead! 
Now consider this: here you are on a yacht with 
an aircraft the size of a C47 passing by 50 yards 
off your beam at 40’ above the water - would you 
be sitting on a deck chair looking straight ahead?!

This bloke looked as if he was heading for 
Timor, so what to do to stop him? He had headsail 
and main sail hauled to the mast cap and didn’t 
seem inclined to change his plan.

I decided to do a pass over him and use the 
slipstream from two 14-cylinder radials in his sails 
to give him a shake-up. I set up the approach using 
his mast to give me a height reference planning to 
increase to climb power as I pulled up – and if I 

got it right the first time I wouldn’t need to risk it a 
second time.

Unfortunately as I pulled up the thought crossed 
my mind “S#*T, this is going to be close!” My 
thought was confirmed by the loud bang from the 
back of the Dakota as we passed over the “target”. 
I turned to the left during the pull-up to see the 
result and there was the yacht with its sails over 
the side stopped in its own length beyond a patch 
of floating, shattered mast!

Whilst we were doing an inspection of the 
aircraft (as much as we could) ATC called us and 
advised that “. . .it might not be the right yacht” 
Great! I pressed the transmit button and simply 
stated “It’d better be!”

We were advised that one of the Darwin RAN 
Patrol Boats was on the way to grab this bloke so 
we stayed overhead to mark his position for them. 

When they were in sighting distance of him he took 
to the lifeboat and was paddling furiously NW - he 
was still heading for Timor!

When we got back to base and examined the 
aircraft there was a rip in the fuselage skin 6” left 
of the centre-line and about 6’ long. I later saw 
the mast-cap of the yacht and the two sections of 
it were fastened together by a nut and bolt - the 
nut had a small fleck of silver paint on it from the 
fuselage so, basically, a distance of less than half 
an inch was the difference between me being a 
hero or a stuff-up!

The NT News had a ball with this one and it 
even made the papers in London. Finally the owner 
(a recently retired RAAF member) contacted the 
Editor and said “Why don’t you get off this guy’s 
back, he’s just saved me $8,000 in an uninsured 
Trimaran!”

Maree and Nance at Port Macquarie, Easter 2016 

A LOVELY REUNION … Catching up with Nance Robertson

Over Easter at Port Macquarie we had a great 
time catching up with Nance Robertson, some of 
you may remember Col Robertson (VH-CCX) from 
Horsham in Victoria, one of the original members 
and organizers of the C182 Association.

Nance was with her son Peter & wife Leanne 
& their daughter Grace at Port to see their son, 
Nance’s grandson William Robertson compete in 
the Australian Skiing Championships, what a great 
show & very talented people of all ages.

After Col’s passing the family sold his plane 
to Trevor Wright at William Creek, SA. Crown 
Melbourne Limited wanted the rego so it was sold 
to them, then Col’s plane needed a new engine 
so it was replaced & now Col & Nance’s son is 
learning to fly in a plane that has Col’s old engine 
in it, some small co-incidents.

Nance is keeping very well & has done a few 
trip overseas with family & friends. She has very 
fond memories of the fly ins & was very interested 
to know about the club and all the people she 
knew in the club and where we had travelled.  Maree and Nance at Port Macquarie, Easter 2016 
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Leedham Walker recalls the events of 
February 2002 on Flinders Island … here’s 
his story.

We had built a new hanger in February 
1985, on the original airstrip on FI which 
commercial planes used in 1932. We tidied it 
up with a N/S and E/W strip (it used to be an 
allover field, - DH Dragons and Rapides were 
planes of the day back then. This strip is about 
7 miles south of Whitemark.

We had used this hanger and strip for about 
20 years when in the early hours of Feb. 2002, 
a tornado type wind from the South in a swathe 
of about 1km or so wide, rushed Northwards. 
Our hanger was in the way and blew out of the 
ground – one wall went with four 1 ton blocks 
of cement on each upright! One door went end 
over end for about 1 km and was embedded 
halfway up some trees and stayed there till the 
wind changed, days later.

The aeroplane was on it’s back, the dihedral 

FROM YESTERYEAR

Many years ago a take off to Tassy in our 182 
went very wrong. Being just off the ground 
and wheels still down, I saw a goose just out 
there. I eased away from it and got on with 
the take off checks, looked up and there it 
was, smack bang in front of the windscreen. 
It went through the prop, some of it in with 
me and some on the tail.

Two things happened immediately, that I 
wasn’t prepared for; the noise going over the 
jagged hole was horrendous and then my eyes 
started watering and I couldn’t see forward. So 
what now – do you fly a low level circuit or land 
straight ahead? I decided to land straight ahead 
as by this time I am over the boundary fence and 
in a paddock I had never walked over, couldn’t 
see forward, could only see 90 degrees to the left 
and touch down as softly as possible.

The job is not done yet! We had a 172 at the 
time, so I ran back to the hanger and warmed 
up DMZ and down to Tassy and back, then into 

CONFLICTING TRAFFIC – FLINDERS ISLAND  Story from Leedham.

became anhedral, fuse bent, prop bent and so on. 
Our maintenance man was quickly on to it, a team 
of men with a truck and trailer, wings and tail off 
and on the trailer, fuse on the truck then on to the 
trading barge and driven to Devonport. QBE were 
very good, they knew of a similar plane in Sydney 
that had suffered front end damage only, that 
we could use. Once again the truck and trailer to 
Sydney to dismantle that plane and transport to 
Devonport. The 182 fuse has a row of rivets a bit 
behind the rear window where it is possible to de-
rivet and graft on another tail area.

By now Tassy fire danger period is in full 
swing and our maintenance people were flat out 
servicing the helicopter for that job, so we were 
put on the back burner somewhat.

Finally got the aeroplane back later in the year, 
new paint, going well and proud to own it again.

It transpired that our local council were 
anxious for more utilisation of our airport and 
favourable consideration was given to us for the 
erection of another hanger there for our use. We 
built a Rand hanger, all steel, and all working 
very well. 

the school bus for the morning run. Fortunately 
we had a very understanding headmaster who 
accepted a 20 minute delay.

Some days later I flew the 182 around to 

Devonport very slowly, communication with the 
outside world impossible due to wind over the 
broken windscreen, to have a new one fitted.

Cape Barren Goose, weighs about 12 – 14 kg.       
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AN INVITATION TO ALL C182ERS -
From our West Australian Members, Gloria and 
Brian White’s at NAMBUNG STATION 

GRAND SLAM 
GATE GUARD

The RAF discovered that a 15 year-old ‘Gate 
Guard’ Grand Slam bomb – was actually 
ALIVE!!!!

Apparently when Lincolnshire County Council 
were widening the road past RAF Scampion’s main 
gate in about 1958, the ‘gate guards’ there had to 
be moved to make way for the new carriageway. 
Scampion was the WW11 home of 617Sqn, and 
said ‘gate guards’ were a Lancaster… and a Grand 
Slam bomb.

When they went to lift the Grand Slam, thought 
for years to be an empty casing, with an RAF 8 Ton 
Coles Crane, it wouldn’t budge. “Oh it must be filled 
with concrete” they said. Then somebody had a 
horrible thought… No!... Couldn’t be?... Not after 
all these years out here open to the public to climb 
over and be photographed sitting astride!... Could 
it?... Then everyone raced off to get the Station 
ARMO. He carefully scraped off many layers of paint 
and gingerly unscrewed the plate.

Yes, you guessed it, live 1944 explosive filling! 
The beast was very gently lifted onto a RAF ‘Queen 
Mary’ low loader, using a much larger civvy crane 

(I often wonder what, if anything, they told the 
crane driver), then driven slowly under massive 
police escort to the coastal experimental range at 
Shoeburyness. There it was rigged for demolition, 
and when it ‘high ordered’, it proved in no uncertain 
terms to anyone within ten mile radius that the filling 
was very much alive!

Exhaustive investigations then took place, but 
nobody could find the long-gone 1944, 1945 or 

1946 records which might have shown how a live 
22,000 lb bomb became gate guard for nearly 
the next decade and a half. Some safety distance 
calculations were done, however, about the effect 
of a Grand Slam detonating at ground level in the 
open. Apart from the entire RAF Station, most of 
the northern part of the City of Lincoln, including 
Lincoln Cathedral, which dates back to 1250, would 
have been flattened.



The name Connellan is synonymous with 
Northern Territory aviation. It was Victorian born 
Edward John (Eddie) Connellan’s pioneering dream 
to open up the top end of Australia,and using 
his company “Survey and Inland Transport” he 
undertook aerial surveys of the Northern Territory 
which led to his foray into aerial mail delivery and 
finally in the midst of World War II, to the formation of 
Connellan Airways in 1943. At it’s peak, Connellan 
Airways operated a vast network of services to 
townships, stations, and missions throughout the 
NT and just over the Qld and WA borders , serving 
about 120 points in all. The company was heavily 
subsidised, and was under contract to the Federal 
authorities until 1975. 
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WHERE ARE THEY NOW? No. 35
Cessna 182C , VH-UPE. (52866).

52866 as VH-CLA in Cessna factory colours of Cherry and Onyx at Ayers Rock in 1960. 
Pic Ian Leslie 

Connellan’s early equipment consisted mainly 
of DeHavilland Rapides and Fox Moths, but in 
the 1950’s Connellan seized an opportunity to 
re-equip with faster and more modern American 
machines,mainly various models of Beechcraft and 
a few single Cessnas. 

The subject of this W.A.T.N. is 182C [52866] 
VH-CLA which was purchased in mid 1960 and 
replaced a Beech D50 which carried the same 
registration. The big Beech was disposed of and 
became VH-CDE. The 182C joined a 182B (VH-
CLB) which had been purchased in 1959. 

There was always plenty of movement in the 
fleet , and when newer models were added , older 
aircraft were re-registered , usually in the VH-UP_ 

block to enable Connellans to use their signature 
‘VH-CL_” series on the newer machines.. And so 
it was in 1967 that ‘CLA became ‘UPE.

As UPE , (52866) continued to fly with 
Connellans on general duties until 1976 when it 
was sold to David Major of Saddleworth in South 
Australia.

Ten years later and the aircraft was again on 
the move, this time to Port Lincoln with Hannam 
Petroleum Pty. Ltd.

After a relatively short 18 months with 
Hannams, but still remaining in South Australia, 
ownership passed to the very successful and 
long established wheat farm, Deep Well Pty. Ltd 
of Streaky Bay , with whom it remains to this 
day. Despite not being logged at any airfields in 
South Australia for many years, it is hopefully 
still providing sterling service.. in a post-SIDS 
environment!

A tired looking VH-UPE sits in the baking 
sun at Alice Springs on June 30th 1974.
Pic. Robert Zweck.

Compiled by Greg THOM
With thanks to Geoff Goodall. 

g.thom@bigpond.com
Talk to me about YOUR Cessna..!!!!

WHAT TO DO WITH 600 lbs OF AVTUR
SQN LDR Retd. ERIC LUNDBERG 
continues his anecdotes …

In the late 70s I was flying C130 Hercules for 
No. 37 Sqn and in Aug 77 was tasked to carry out 
a United Nations support flight to Ismailia in Egypt 
where we were to have a couple of days off.

While we were unloading our gear from the 
aircraft the Flt Engineer came up to me and reported 
that the port Auxiliary fuel pump was unserviceable.

“What’s the matter with it?”
“It’s out of limits, high.”
“High?! What does the book say?”
“It just says if it’s out of limits isolate it.”

“But we can’t get the fuel out of the tank without 
the pump can we!”

“That’s right.”
“You realize that we’re going to need full fuel to 

get from Bahrain to Butterworth.” (a 13hour flight 
and without the Auxiliary tank, 6,000lbs short of our 
total of 64,000lbs requirement).

“Yep!”
So we sat down with the Navigator and 

discussed the fuel consumption/long range cruise 
aspects of our return flight, especially the big leg. 
We decided that we’d have to do a cruise climb as 
normal but pushing for the next level as soon as it 

looked like we could possibly make it. That meant 
that we had to drain the 600lbs of dead weight in 
the Aux tank to enable us to achieve it.

But . . . we couldn’t drain the fuel out on the 
ground, either. The Engineer concluded that the only 
way to do it was by removing the fuel water drain 
fitting from the bottom of the tank and draining it 
into 44gal drums.

These were provided by the Airport Fire Services 
(who were there watching) together with a length of 
half inch ID hose and a funnel.

So, perched on a stand with the drum, hose 
and funnel handy he proceeded to remove the drain 
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July 2016 marks the 100th Anniversary of one 
of the bloodiest battles of World War 1, the Battle 
of the Somme. A relative who now resides in 
Spain has researched some of the history of this 
Battle, her antecedents being directly involved. It 
has been written as part of her family history and 
she has sent me a copy … Editor. 

1st July 2016: The Centenary of 
the Battle of the Somme

On the 1st July we will be commemorating the 
100th anniversary of the Battle of the Somme. This 
battle was one of the bloodiest of the whole of World 
War One. On the first day alone – the 1st July 1916- 
the British Army lost 58.000 men, of whom 19.000 
were killed.

I want to look at this battle from a different 
perspective, I am not a Military Historian, my interest is 
purely personal because of the effects of WW1 on my 
family and I am sure many of the readers of this article.

Last May, my son and I went to Northern France 
and Belgium to visit some of the battlefields and 
Memorials of the war. I had previously written an 
account of the members of my family who had been 
involved in this period of history.

My Grandfather served in Gallipoli, he was 
then transferred to Northern France in 1915. My 
Grandmother was a VAD (Voluntary Aid Detachment), 
and based in a clearing station at Stepping Hill 
Hospital, Stockport for the whole of the war (She had 
two small children at this time). Her four brothers also 
served, one had already served in the Boar War. Of the 
five men who went to war, one Great Uncle would be 
killed within six weeks of the start of the war and my 
Grandfather would die one month after the end of the 
war from the effects of Mustard gas.

The Somme will ever remain one of the most deadly 
battles of the First World War. With the French and 
British Armies calling upon troops from the colonies, 
units from 25 nations and 50 countries were involved. 
In the five months of combat, the total number of men 
killed, wounded and missing reached over one million 

A TIME FOR REFLECTION
and entire nations were sent into mourning.

Casualties amounted to 420.000 for the British, 
190,000 for the French and 420,000 for the Germans.

The landscape of the north-east of the Somme 
was completely devastated, villages were razed to the 
ground and fields turned into lunar-landscapes by the 
shelling.

The battle was launched on 1st July 1916 following 
a seven day artillery preparatory bombardment, 
the scale of which had never been seen in modern 
warfare before. The battle to win ground from the 
German Second Army continued over 141 days, 
and the battle officially drew to a close on the 19th 
November 1916. The Allies won approximately 7 
miles (12 kilometres), of ground in that time at a cost 
of thousands of casualties killed and wounded. The 
German Second Army also suffered heavy casualties 
of many thousands by the end of the battle.

The dreadful irony of the situation would be that 
within 14 months the ground won at such great cost 
in 1916 would be swept back under the control of the 
German Army in the Spring Offensive of March and 
April 1918.

On the 1st July 1916 two minutes before 
07.30hrs Zero Hour, the largest man-made- mine was 
exploded along with 16 others. This was code named 
Lochnagar, so named because the soldiers in trenches 
close by came from the Balmoral area in Scotland, the 
mines were tunnelled under a German stronghold by 
the British Army 179th Tunnelling Company. 

We visited this area, the Lochnagar Crater 
measures 300 feet across and 90 feet deep, debris 
from the explosion rose some 4,000 feet in the air and 
the sound was heard and felt at Whitehall, London. 
The battle proper then commenced along a front of 
18miles in 14 separate battle areas. The Barnsley, 
Grimsby and Accrington Pals attacked from trenches 
here in 1st July 1916.

Over 100.000 British infantrymen started out from 
their assembled positions, they had been instructed to 
walk across no-mans-land as it was expected that due 

to the previous bombardment the resistance would be 
minimal. What was not known at the time was that 
over 40% of the shells were duds. This resulted in 
the German defence inflicting unforeseen heavy 
casualties on the British resulting in them being unable 
to reach their objective for the first day.

Following the tragedy of the first day of the battle 
on 1st July with its heavy losses and limited gains in 
captured ground, the British Commanders were now 
only in a position to regroup the units still available to 
them and narrow their objectives.

There are over 250 military cemeteries on the 
Somme battlefields for the thousands who have 
identified graves, there are also graves marked as 
unidentified. There are Memorials to the Missing on 
the Somme battlefield the one at Thiepval, the largest 
Commonwealth War Memorial in the world and serves 
as an Anglo – French Battle Memorial. It bears the 
names of 72,194 officers and men on the British. 
South African and French Forces of whom over 90% 
died in the 1916 Battles of the Somme 1st July to 19th 
November 1916.

From the War Diaries I obtained when writing 
the family history, my Grandfather was at Beaumont 
Hamel and Serre and Great Uncle Albert was at 
Delville Woods during this battle. I have a postcard 
from Great Uncle Albert dated Christmas 1916 with 
a painting showing just a few stumps of trees of what 
remained of Delville Wood when it was finally captured 
27th August 1916. I took a photo in the area in May 
2015, the ground was replanted with young oak trees 
by the South African Department of Forestry in the 
1920`s.

The Battle of the Somme should have been 
quick and decisive, but it turned out to be a long and 
bloody battle of attrition. The Battle symbolises the 
tragedy of war and is remembered throughout all the 
Commonwealth Countries that fought and died here. 
It wasn’t until September 1918 that Allied Troops 
captured the whole of the Somme.

We will remember them. Pat Spencer  

fitting which came out easily as did 600lbs of Avtur 
in a three-quarter inch column into the funnel and 
half-inch hose! Naturally, not much of it made it into 
the drum but the Airport Fire Services were in action 
in a flash hosing the area before the Avtur dissolved 
a significant area of their tarmac.

Then it was the Load Master’s turn. During 
preparations for departure he informed me that he 
couldn’t get the Centre of Gravity within limits for 
take-off. 

Now the Hercules has an allowable CG range 
of about 23” and if there’s fuel in those huge 
external tanks then the aft limit has to be brought 

forward 1 Index Unit to allow for fuel moving aft 
during acceleration and rotate on take-off. Without 
anything on board to adjust the CG he couldn’t 
achieve it.

At a crew conference we decided to refuel the 
external tanks through the filler cap rather than the 
Single Point Refuelling Panel as that allowed us to 
get more fuel in - to help with our fuel deficiency and 
to reduce the amount of “sloshing” on take-off. That 
worked and we headed off home - well, to Bahrain 
anyway.

About 11 hours into the flight from Bahrain the 
Engineer dropped another one into the mix:

“Skipper, we have a slow oil leak on #3 - the oil 
quantity is slowly reducing, all other readings are 
normal.”

“Will we make Butterworth at the rate it’s 
going?”

“Maybe, but I recommend that we shut it down 
now and, if you want, we can restart it for the 
approach and landing.”

“Let’s do that but restart at the top of descent in 
case it comes up with more surprises.”

That we did and arrived without any more 
dramas. By the way - the Flt Engineer was one 
Robert St John.
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MEMBERS NEWS
NEW ADDITION TO CROCKETT’S 
EQUIPMENT “CHOPPER”  
THE LATEST IN RIDE ON MOWERS 
JOINS “SHETTLESTON”

ANYONE NEEDING SPATS?
There is a set of 3 SPATS available to suit 182’s made in the 1980’s.

Contact JOHN TILLEY 0458 737 800, make an offer.

REPORT FROM ANTHONY HUMAN 
ALDINGA AERO CLUB  

Gabriela and I flew Qantas to Brisbane. Gabriela to visit family 
and after a pleasant day touring Brisbane I departed by train 
for Caboolture. The purpose was to participate in the Engine 
Management Course developed by Advanced Pilot Seminars in USA.
The course consists of 12 on line lessons ,followed by a weekend 
classroom session. Although not specifically mechanically minded 
I found the online course to be most informative and well worth 
the total fee. Actually the information in these segments led to my 
diagnosis of a faulty plug with no abnormal mag drop at run up. The 
venue was the Convention Centre at Caboolture, a 50 minute train 
trip north of Brisbane and an easy 15 minute walk from the Motel. 
A social meeting of the 24 participants commenced at 3-30 pm on 
the Friday prior to the lecture starting at 4-30pm and running until 
just after 8pm. The lectures commenced promptly at 8-00am and 
were quite intensive with small breaks and concluded at 5-30pm 
Saturday and 2-00pm Sunday. Most were private pilots,3 ex Airline, 
(all building or flying RV 7) 2 instructors, and charter pilots flying 
turbo charged singles or twins. Lectures were presented by David 
Brown and Andrew Denyer who is highly respected in aircraft 
engineering technology. Aircraft owners in S A are fortunate to have 
Andrew from Riverina Airmotive at Parafield. Lectures were very 
well presented with explicit overhead presentation, ample time for 
questions and a very comprehensive manual for future reference. 
Initially we were presented with a “fun test,” I think to illustrate how 
much one did not know.

A great deal of emphasis was placed on the explanation of 
graphs depicting Horse Power, Cylinder Head Temp, Internal 
Cylinder Pressure, Exaust gas Temp,and the relationship to each 
other.

We gained an understanding what is happening during the 
combustion process and in particular how mixture changes the 
maximum internal cylinder pressures and when this peak internal 
pressure occurs with reference to the piston position after TDC and 
resultant stresses on the engine.

We were shown the importance of ensuring that all cylinders are 
operating at the same fuel/air ratio, (GAMI injectors may be required 
on some engines) so as to obtain optimal power and economy with 
substantial reduction of stress to the engine.

The technological information is amazing and I am in awe of 
the data monitoring and computer systems that were employed in 
gathering the data presented in this course. Even photographing the 
combustion event inside the cylinder.

Very clearly the advantages of operating Lean of Peak are 
substantial, however the emphasis was on running correctly ROP 
or LOP depending on circumstances. An Engine Monitoring System 
that monitors EGT, and CHT for every cylinder is essential. With an 
engine monitor you can be confidant that your engine is operating 
correctly and safely, and quickly diagnose and correct problems 
before they become a safety issue.

As with evidenced based Medicine one cannot deny the scientific 
evidence as opposed to OWT (Old Wives Tales).

I thoroughly recommend this course to all pilots for safety alone, 
with additional economy an extra benefit.

This is truly a mind changing event.

CONGRATULATIONS 
to Sandra Southwell on completing her  

IFR rating!
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 MERCHANDISE
At a recent Committee Meeting,  
it was decided to offer all existing 
Merchandise at a “ once in a 
lifetime SALE PRICE “ before we 
order further new stock.  

Currently we are holding a range 
of Shirts, Vests, Hats and Caps in 

various sizes and colours.  

For details of these items, please contact Lesley 
Lewis on 0411 263 422 or Jenny Bate on  
0427 844 097.

 EDITORS NOTE
In order to keep Members informed of happenings within 
our Association I need input from you, the Members. 

If you have been somewhere, or had a grandchild, or 
gone bald, or some modifications to your C182, anything 
about you and your family, these all help to make the 
Newsletter interesting.  

I am constantly on the lookout for things to include, 
hence the occasional article on a subject outside 
aviation. Your help please.

Paddy had run his family’s Pub in the town of 
Ennis, County Clare for around 30 years, since he was 

about 25 years old. During this time he had never taken a holiday away 
from the Pub, always choosing to stay at home when having a break.

A few of Paddy’s regulars could sense that he was becoming quite 
weary and so Mick suggested he take a break away from the Pub and 
the town and go for a holiday abroad. Paddy at first would have none 
it, he’d always been around and intended continuing as he had always 
done.

However the locals kept suggesting a holiday, offering to make all 
the arrangements for him. Finally he gave in and agreed. So Mick and 
his friends booked him two weeks in the Canary Islands, made all the 
reservations and finally he went. 

On his return, they were all eager to hear how he enjoyed himself. 
“T’were a bit strange at first it was, but after a couple of days I be 
getting used to it, and I was starting to enjoy meself, that I was”.

“And tell us Paddy, what did you learn about the Canary Islands?” 
“I be finding what a wonderful place it were for a holiday, I did.” “And 
what else did you learn about the place“ they asked. Paddy replied “I 
can tell you there are no Canaries at all on the Islands”. 

So a year went by and Paddy was thinking about taking another 
holiday. On hearing this, Mick and his friends offered to make the 
arrangements again for him, which he readily accepted with pleasure. 
“Paddy” they said, “we’ve thought of a great place for you to go this 
time, we have.” “And where would that be?” asked Paddy. “We’ve 
booked for you this time to go to the Virgin Islands, we have Paddy”. 
So away he went and on his return 
a couple of weeks later, of course 
they were keen to hear about this 
holiday. “It’s a wonderful place to 
go for a holiday, that it was, warm, 
lovely food, and lovely people it 
was.”  “And tell us Paddy, what did 
you learn about the Virgin Islands?”  
“I learnt there are no bloody 
Canaries there either!”

KELLETT’S 
CORNER

1 ATE 2: IN FLIGHT MENU
Carrot Cake

1 cup of sugar
1 cup of oil
2 cups of grated 
carrots
1 1/3 cups Plain 
Flour
3 eggs
½ teaspoon salt
1 1/3 teaspoon cinnamon
1 1/3 teaspoon baking soda
1 1/3 teaspoon bi-cab soda
1 packet of walnuts

Blend altogether
Bake in a loaf tin for 1 hour at 150 C

Icing

8oz Cream Cheese
2oz Butter
2 cups Icing Sugar
1 teaspoon Vanilla

This is good as a cake or for sweets
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Join the Cessna 182 Association of Australia

 EACH YEAR ENJOY :
two fly-in weekends including AGM
two newsletters packed with news, events, history and useful information
incredible friendship with like-minded people
something different for everyone all over Australia

MEMBERSHIP 

Membership: $120.00 for 3 years
Download membership application from the website.

que :
cessna182 association

of australia

contact details :
Robert Terzi

53A La Perouse St,
Griffith ACT 2603

 Email: secretary@cessna182.org.au  

LIST OF COMMITTEE CONTACTS INTERESTING  
WEBSITES
look at our own website regularly:
www.cessna182.org.au

Take a look at the Cessna Pilots Association 
of Australia to find out what is happening: 
www.cessnapilotsassociationofaustralia.org.au

SHEFFIELD FLY-IN ATTENDEES
Jenny & Ross Bate ( TSS) ; Owen Bartrop ( Pipestrel UAC) ; Chris & Jenny Cabot & Sue & Malcolm Stoll (TBM700) ; Mary & Robert Collins (Burner) ; Dianne 
& Trevor Corlett (Burner) ; Margaret & Bruce Church (FRM) ; Annie Haynes & David Crawford (OAT) ; Ryoko & Neil Davis (DOO) ; Margaret Hughes & Lawrie 
Donoghue (NHU) ; Barry Dean, & Narelle Nicholson & Muriel Atherton & Pauline Jones (IEG) ; Carol & Tom Flynn (PNP) ; Ruth Lindstrom & Chris Hirst & Bev 
& John Sipple (AOK) ; Gabriel Orford & Anthony Human (NSL) ; Jane & Andrew Hogarth (Burner) ; Laura & Brian Inder (Locals) ; Alison & Peter Jones (JSF) ; 
Lesley & Frank Lewis (Burner) ; Cilla Neighbour & John Lillyston (TFE) ; Rosie & Andy Lott (DNL) ; Max Paine (Car) ; Carolyn & Cliff Princehorn (PWT) ; Barbara 
& Vince Rehbein (Burner) ; Gaye & Greg Saal (MWL) ; Elaine & John Stuart (Burner) ; Jenny Seymour & Dorothy Westlake (Burner) ; Sandra Soputhwell & Barry 
Brandsden (TSA) ; Kathy & Ian Tate (Burner) ; Denise & Ian Thomason (Burner) ; Janine & Rob Terzi (SHJ) ; Suzie & Roger Toole (DGC) ; Judy & Leedham Walker 
(WWB) ; Marylou & John Wiggers (AWV) 

FUTURE FLY-IN DATES
Fly-in Spring 8-11 September 2016 Katherine NT

Fly-in Autumn 3-5 March 2017 Kangaroo Island SA

Fly-in Spring 2017 and Autumn 2018 … Work in progress. 

President Peter Jones 0423 454 422

Vice President Frank Lewis 0411 263 422
Secretary Andrew Hogarth 0412 822 164
Treasurer Robert Terzi 0423 600 899 rterzi@bigpond.net.au
Committee Member Trevor Corlett 0400 732 022 ditrevor@bigpond.com

Committee Member Ross Bate  0427 844 046
Committee Member Lesley Lewis 0416 160 347
Committee Member Frank Lewis 0411 263 422
Committee Member Lawrie Donoghue 0428 442 065
Committee Member Anthony Human 0412 466 503
Committee Member Andrew Lott 0428 484 928
Committee Member John Stuart 0419 372 351
Newsletter Editor Trevor Corlett 0400 732 022 ditrevor@bigpond.com
Past President John Stuart 0419 372 351
Past President Andrew Lott  0428 484 928
Past President Trevor Corlett 0400 732 022
Past President Ceri Bartlett 0448 448 316
Past President Russell Hicks  0419 590 266
Past President  Dick English 07 4655 4938
Past President Sylvia Kappl 0419 521 431
Past President Tim Brooks 0429 990 954
Past President/CPAA Rep Garth Bartlett 02 4294 9345
Historian Greg Thom 03 9744 1941

THANKS! 
As always we are totally indebted 
to John Weston and the team at 
Westonprint Pty Ltd in Kiama, including 
magazine designer Lyndal Parker , for 
the final layout of this Newsletter and 
its absolutely superb reproduction.


