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2016-17 FLY-INS

I am writing report early January so it is timely 
that I wish you all a very happy, prosperous and 

safe New Year. 2015 evaporated more rapidly than 
previous years but we enjoyed two marvelous Fly-
Ins, Kiama (see last Newsletter) and Southport.

Frank and Leslie Lewis, Vince and Barbara 
Rehbein, George and Pip Hacon and Brian 
Shadlow, all organized a great Fly-In at Southport.  
The winds at the field made for interesting 
approaches, capably judged by Leslie from 
the safety of the clubhouse, and then Vince, 
Shad and George escorted us to our parking 
bays. Transfers to the Sea World Resort were 
effected efficiently and the early arrivals enjoyed 
a Thursday night dinner and drinks at the Yacht 
Club. We all gathered the following evening to 
transfer to Australian Outback Spectacular. This 
was a display of the horsemanship you would 
expect in the outback, with an entertaining story-
line to keep it flowing as we enjoyed a bush tucker 
dinner. Saturday morning saw us being bussed 
to the Gold Coast hinterlands, stopping for coffee 
and sustenance at Mount Tambourine. This was 
followed by a walking tour of Rainforest Skywalk 
and then a buffet lunch at St Bernard’s Hotel.  
Our Saturday gala dinner was held at the Resort’s 
Waterfall Café; our guest speakers Alan Mahoney 
and (Estelle Heron’s and Ted Gulliver’s daughter) 
Yvette.  Alan entertained us with his hair raising 
experiences as a World War II Lancaster Tail 
Gunner, while Yvette spoke about her aviation 
career (her Round Australia Baton Relay story 
appeared in our last newsletter). 

Our charity for the night was the Arundel Park 
Riding School for the Disabled, and we had a very 
successful if not unusual blind raffle which raised 
$2200, sufficient to buy a mature horse which 
meets the needs of that organisation. Aeromil 

Pacific kindly donated the major prize of a model 
182, and  Lotty is now the proud owner of a 
replica DNL. We wound up the Fly-In on Sunday 
with most enjoying the attractions at Sea World.  
This Fly-In would not have been the success it 
was without the support of the Southport Flying 
Club; our thanks go to their President Neil 
Aitkenhead and his committee.

The months roll on and we are now well 
into planning our next Fly-In at The Vale (near 
Sheffield), Tasmania. Sandra Southwell and Barry 
Bransden have organized an event packed four 
day weekend which starts on Thursday March 
10th. Robert has already forwarded preliminary 
information and the Registration forms should be 
with you now. This will be another well attended 
event with early accommodation bookings 
running (at capacity) into the high 70s.

The Sheffield Fly-In is also our AGM, and as is 
the standard practice all of our Committee will be 
resigning with most of us standing for re-election.  
Those of us who have served on the Committee 
have found it a rewarding experience and if you 
are interested in in contributing to our Association 
please advise Robert Terzi who will gladly forward 
the required paperwork

Our members who are also members of 
AOPA will be aware that AOPA is pursuing 
issues with CASA. I had offered AOPA the 
considerable knowledge base and experience of 
our membership through my presence on their 
CASA advisory committee but they have selected 
a panel without regard to my request. We shall 
watch with interest the results of their discussions 
with CASA management and if necessary we can 
make representation ourselves.

I am getting mixed responses from you 
regarding SIDs. Some have spent large sums to find 

that their aircraft are in excellent condition (which 
they generally expected) while others have found 
serious unexpected (and expensive) problems that 
were hangovers from previous owners. The last 
are pleased to get their aircraft back in the air in 
tip-top condition. The control cable replacement 
is still of major concern particularly to those who 
thought they were doing the right thing by having 
their SIDs done early. Had CASA handled this more 
effectively the costly duplication of work could 
have been avoided. ADS-B will only concern our 
IFR members and those VFR who use Class C 
airspace.  Nonetheless CASA’s jumping the gun 
by insisting that we are compliant 3 years before 
ICAO mandates ADS-B is of concern, particularly 
as Cessna are yet to approve the modifications 
required for some model 182s.

Finally I would like to welcome new members 
Ian Brunt (Finlay – Vic), David Crum (Springwood 
– NSW), Bill Coman and Selina Lundberg (Virginia 
– QLD), Brian and Laura Inder (Promised Land – 
TAS) and Steven Pierce (Broadbeach – QLD).  We 
look forward to welcoming you at our next Fly-In.

THE PRESIDENT’S CORNER

2016 AUTUMN  10-13 March Sheffield TAS
2016 SPRING  8-11 September Katherine NT

2017 AUTUMN  3-5 March Kangaroo Is. SA
2017 SPRING  Work in progress TBA

Peter Jones
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Not long to go now until our Tasmanian Fly-
in, starting with arrivals on Thursday 10th 
of March and culminating with our Annual 
General Meeting on Sunday 13th.

Our resident Tasmanian members Sandra and 
Barry have organised what promises to be yet 

another SUPER gathering of Friendship, Fun and 
Fellowship. Registrations will be at The Vale on 
arrival, with lunch being available, and   Sheffield 
Village is just 7 minutes away from the Airfield, 
with bussing to accommodation organised.

FRIDAY we visit Trowunna Wildlife Park, then 

onto Chudleigh Honey Farm, followed by a salmon 
and ginseng farm.    Lunch in Deloraine.   From 
there to the Great Western Tiers Visitor Centre 
in Deloraine, and returning to Sheffield mid 
afternoon.   Dinner at the Sheffield Hotel.

SATURDAY a guided Mural Tour of Sheffield, 
then bus to the Ashgrove Cheese Experience, 
followed by lunch at the Christmas Hills Raspberry 
Farm.   A choice of two tours in the afternoon, 
the Anvers Chocolate Factory, or the Severn Sheds 
Brewery and Meadery.   Return back by around 4 
pm.    Gala Dinner at Villerette Gardens 15 minutes 
out of Sheffield.

SUNDAY  Our AGM will be at Sandra and 
Barry’s Outback Club, followed by lunch in 
Sheffield and then to Tasmazia for a fun afternoon.   
Sunday evening at leisure, dinner at either the 
Hotel or Chinese.

FLY-IN TO SHEFFIELD TASMANIA
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In part 1 of this article, I dealt with my fighter 
training and flying fighters in general. In 
this issue of the magazine I will be relating 
episodes of my experiences as a fighter pilot. 

THE METEOR
After graduating from the Operational Training 
course I was posted to No. 77 Squadron to fly 
Meteors. I had a certain amount of difficulty learning 
to fly this two engined monster. It was very heavy on 
the controls and it took my muscles some time to 
adapt to the extra workload. After 6 hours I finally 
went solo in the Mk8. In hindsight, I think I was 
somewhat overawed and lacked confidence.

The Mk7 Meteor was a tandem two seater, the 
only difference between it and the operational Mk8 
was an instructor bellowing in your ear. Oh, one 
other quirk, with the speed brakes extended while 
turning final the tailplane became blanketed by the 
fuselage and the aircraft lost elevator control, a 
situation to be avoided at all costs. The Mk 7 did 
not have ejection seats.

First, let me introduce the aircraft I was about 
to fly operationally for the next 20 months. The 

Flying a 
Fighter 
Aircraft
PART 2 
Owen Bartrop 
continues his series 
on life in the RAAF.

squadron was equipped with Gloster Meteor 
F8 fighters, affectingly called ‟Meatboxes”. The 
Meteor had a top speed of Mach 0.84 and an 
operational ceiling of 44,000ft. Because of their 
age and design, they were no match for the North 
Korean MiG-15s at altitudes above 15,000ft so 
they were deployed as ground attach aircraft, a roll 
in which they were very successful. One still had to 
defend oneself if attacked so the lessons learnt on 
the fighter course were still relevant.

The Meteor was armed with 4 x 20mm Hispano 
cannons. They could carry bombs as well as air-
to-ground rockets. The controls on these aircraft 
were very heavy and if a pilot did not have muscles 
before he started flying these machines he soon 
developed biceps. As an example, during a loop it 
was highly desirable to trim the aircraft four times. 
Never-the-less, they were nice to fly and were a 
stable weapons platform. 

I was posted to No. 75 Squadron and in 1956 
the squadron flew to Perth, WA, for the end of 
the Montebello nuclear tests. We left Williamtown 
bound for Edinburgh to refuel prior to an overnight 
at Woomera. Unfortunately my aircraft became 

unserviceable as was one other Meteor. It just 
so happened that both the other pilot and I came 
from the Adelaide area and could stay with our 
parents that night while our aircraft were repaired. 
Next morning we took off just after 0630hr and 
got clearance from Adelaide tower to fly down the 
coast to Victor Harbour, the home of my number 
two’s parents. In those days we could fly as low 
as 200ft so we gave his parents a good look at 
our Meteors. Then it was my turn to fly over my 
parents house which was only 2 miles from the 
Adelaide Airport. I got clearance to do a pass over 
my parents house and tower requested that we fly 
past them also, so that they could have a look. The 
geography was such that it left us heading directly 
for the Adelaide CBD at low level and at 360kt. 
At that speed the gunports on the Meteor make 
a very distinctive sound (pitched roar) which is 
unmistakeable. Seeing we were still low I decided 
we would fly to Woomera low level. 

We arrived some 35 minutes later just as the 
rest of the squadron was getting airborne for 
Forrest in WA. After we landed, one of the ground 
crew said that they knew we were on our way 
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because they were listing to the 7 o’clock news on 
the radio and heard our distinctive Meteor sound 
as we flew over the Adelaide CBD. 

Having fuelled up, off we went to Forrest. As 
we crossed the Nullarbor my number two called 
up and said that a Plessey pump had popped a 
circuit breaker. I told him to shut down the engine 
and continue on one. He came back and said 
which engine, I have problems with both. My reply 
was leave things well alone and continue on as 
if nothing was wrong. My number two’s original 
problem was with one of his engines, which was 
still playing up and now the Plessey pump, which 
pumps fuel from the main tank to the other engine 
was also playing up.

We landed safely at Forrest and joined the rest 
of the squadron, however, the fun was not over. 
I resumed my position as number two to the “A” 
flight commander and on takeoff I saw his radio 
hatch fall off and his overnight bag was hanging 
half out in the breeze. The radio compartment was 
accessed from beneath the aircraft and was an 
ideal place to stow personal luggage. Fortunately 
he had secured his bag with a piece of rope 
otherwise he would have lost that as well. Next 
stop Pearce. 

There was a flypast to celebrate the end of the 
British nuclear tests in Australia. Because of the 
sheer number of aircraft involved (about 25) and 
the differences in flying speed someone decided 
that we would approach the flyover point from 
three different directions, all arriving at the same 
time.

Each type of aircraft was allocated a height 
to fly, however, because the difference in height 
between leaders and aircraft line astern more 
height was taken up by the transport aircraft 
than predicted. The high speed jets, V bombers, 
RAAF Canberra and our Meteors, came in as a 
formation and were designated the lowest altitude. 
I happened to be tail-end-charley, the lowest 
aircraft of the flypast, and I ended up amongst the 
trees. It was the most dangerous flying experience 
that I had been involved in.

After landing at Pearce, we had a squadron 
debrief. The white faced Commanding Officer told 
the “A” Flight Commander to debrief us and left the 
room. It was a very short debrief. We were told to 
stand and face to our left. The Flight Commander 
said; “You are now facing Mecca, praise Allah that 
we all survived.” There was not a Moslem amongst 
us.

 One other episode with the Meteors that 
made my blood boil was one night I had an engine 
failure and had to land on one engine. The Meteor 
was capable of flying quite well on one engine 
as long as sufficient speed was maintained. 
Because of the weather, I decided to carry out 
a GCA approach, ( I will explain a GCA later in 
this article) which meant I had to decide whether 
or not to land by 600ft, the lowest height that 
an overshoot can be carried out on one engine. 
I advised GCA of my predicament and started 
down hill on final. At 200ft instead of the normal 
“look ahead and land” instruction I was told to 
overshoot as there was an aircraft on the runway. 

I looked up and saw a TAA DC3 waiting to roll. I 
increase power on my good engine sufficient to 
maintain control and carried out the only option 
open to me, land over the DC3. Luckily I missed 
that obstacle and landed safely. The captain of 
that aircraft must of nearly had a heart attack 
when I plonked down in front of him.

I was so ropable that someone should try and 
kill me that I grabbed the CO’s jeep and headed 
for the GCA control van. I was going to repay 
the controller that put me in that predicament by 
putting him in the same position - facing death. He 
must have been warned because I could not find 
him. Next day, after I had cooled down he found 
me and apologised.

In August 1956 I was selected to fly in the first 
official RAAF aerobatic team. Flying formation 
aerobatics was hard work but enjoyable work. 
We put on the first flying demonstration at Wagga 
in September 1956. We put on several more 
demonstrations at Williamtown, Richmond and 
Bankstown. Interestingly, while flying formation 
aerobatics one’s concentration is such that it 
is impossible to know whether the aircraft was 
upside down or right way up. The leader had to 
call before each manoeuvre so that we knew what 
was about to happen. 

Shortly thereafter, I was posted to No. 3 
Squadron to convert on to Sabres and then to No. 
77 Squadron for operational flying.

THE SABRE
As the Sabre squadrons became operational the 
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Meteors were retired from active service and 
were allocated to some of the reserve squadrons 
such as No. 22 City of Sydney Squadron based at 
Richmond NSW.

The Sabre had a cruise speed of 450kt low 
level and Mach 0.85 at altitude. Its climb rate 
was 6,000ft/min with a ceiling of 50,000ft. With 
a speed of 600kt at ground level the Sabre was 
capable of zooming vertically to 20,000ft. The 
Sabre was armed with 2 x 30mm Aden cannons 
and could carry 2 x 1000lb bombs and 16 x 3in 
RP-3 rockets. In 1961 it was equipped with 2 x 
AIM 9B Sidewinder heat-seeking missiles.

The Sabre turned out to be an excellent 
subsonic fighter and in good hands could hold its 
own even against supersonic aircraft. However, 
it did have one frightening manoeuvre that was 
caused by the hydraulic controls when flying 
at zero gravity. It was called the JC manoeuvre, 
because the pilot on recovering usually uttered the 
words “Jesus Christ.” In order to give the hydraulic 
controls some feeling, designers added a heavy 
weight to the bottom of the control column. At 
zero gravity the aircraft flies a curve path where 
the nose is constantly dropping. The pilot would 
pull back slightly to stop it dropping further than 
required and the aircraft tended to over correct 
because the weight had no effect in zero gravity 
and had negative effect in negative “G”. The 
tendency was for the pilot to push the nose down 
again. At this stage the pilot would get out of sync 
with the aircraft and by now the aircraft would 
be rapidly and violently porpoising up and down 
several time a second. To get out of this situation 
all the pilot had to do was let go of the control 
column or pull back firmly so that the aircraft was 
flying with positive “G”. 

I did see one pilot that got himself into a JC 
manoeuvre and end up with his left arm in a sling. 
He got his arm trapped between the bottom of 
the canopy rail and the panel behind the throttle 
and it was tossed up and down so violently that 

he suffered severe bruising. Fortunately, only once 
did I nearly get in a JC manoeuvre. I was diving 
vertically on another aircraft and had to push the 
control column forward to miss colliding with the 
other aircraft. That put me into zero “G” flight and 
left me with few options because of the proximity 
of the other aircraft. The only way to stop the JC 
manoeuvre was to push forward on the control 
column so that I was well and truly into negative 
“G” territory. That stopped the oscillation before it 
really got going.

One other vice the Sabre had was when 
popping the airbrakes. The aircraft would pitch 
up with a two “G” loading, so forward stick was 
required to counteract this change in attitude.

It was important that all pilots kept in tip top 
condition and ready to go to war. I can recall at 
Williamtown, NSW, in 1957 when an order came 
through one morning at 0830hr that the squadron 
was to deploy to Darwin immediately, with a 
deadline departure time of 1000hr. That meant 
pilots had to flight plan and preparing for the flight 
via Alice Springs. The ground crew had to fit drop 
tanks to all aircraft and fuel them and do what was 
called a daily servicing. By 1000hr we had 12 out 
of the squadron’s 16 aircraft airborne and on the 
way to the Alice Springs, our refuelling airfield. 
There were no mobile phones in those days and 
the Air Base had been put into lockdown, so there 
was no way to let our families know we would not 
be home for dinner. We only had the clothes we 
wore to work, not even a toothbrush. Fortunately, 
we were recalled about 30 minutes after take-off, 
it was a test of the squadron’s preparedness to go 
to war at a moment’s notice.

On another occasion, at Butterworth in 
Malaya, we were alerted to the possibility of 
Indonesia being equipped with Russian Badger 
bombers. We were to set up a patrol line half way 
between Sumatra and Malaya and as the bombers 
were flown south we were to approach and identify 
each aircraft. 

They weren’t in my pockets! I realised that I must have left them in the car. Frantically, I headed for the parking lot. 
My husband has scolded me many times for leaving my keys in the car’s ignition. He’s afraid that the car could be 
stolen.

As I looked around the parking lot, I realised he was right, the parking lot was empty.  I immediately called the 
Police, gave them my location, confessed that I had left my keys in the car and that it had been stolen.

The I made the most difficult call of all – to my husband – “I left my keys in the car and it’s been stolen!”. There 
was a moments silence, I thought my call had been disconnected, but then I heard his voice ….. “Are you kidding 
me?” he barked, “I dropped you off!” 

Now it was my turn to be silent. Embarrassed, I said “Well, come and get me”. His curt reply was “I will as soon 
as I convince this Cop here that I didn’t steal your damn car!”

Welcome to the GOLDEN YEARS

I can recall taking off just before first light in a 
thunderstorm with another Sabre as my number 
2 in formation. The aircraft were fitted with drop 
tanks which gave us two hours on patrol, ten 
minutes to get to the patrol line and ten minutes 
back, a total flight time of 2 hours 20 minutes. 
We climbed to 45,000ft and found ourselves 
still in cloud. We spent two hours in cloud doing 
practice intercepts on each other using ground 
radar before slowly joining up and returning to 
Butterworth. 

We descended down to 1500ft and found 
ourselves still in cloud so I called for a GCA 
approach. A GCA is a Ground Controlled Approach 
using radar and was used in adverse weather 
conditions that require flying on instruments. A 
controller used radar to vector us onto final and 
then handed us over to another controller who 
talked us down the final approach to a position 
200ft and half a mile from touchdown, at which 
point we were told to look ahead and land. I looked 
ahead and found we were still in cloud and rain, 
so with fuel running low an overshoot was not an 
option, so I asked the controller to “keep talking”. 
The controller talked us right down onto the 
runway. My number two was still hanging onto my 
starboard wing and was relieved to find his wheels 
firmly on the ground. I will add that during the final 
approach the radar operator talks continuously 
and the pilot does not talk at all.

This patrolling from dawn to dusk went on 
for several weeks before someone decided the 
Indonesians were not going to get their bombers. 

There are many more stories that I could relate 
but I think what I have written above should give 
you a glimpse into the life of a fighter pilot. I was 
no different to the dozens of my fellow aviators that 
flew in the same era, I was proud to fly with them. 

I will finish this series of articles in the next 
edition with an explanation on how fighter 
navigation was carried out and tales of the sharp 
end - weaponry. 

Flying a Fighter Aircraft PART 2
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The Southport Adventure
Once again we were treated to another Top 
Class Fly-in organised and run by Lesley 
and Frank Lewis and ably assisted by fellow 
Southport Club Members Shad, Barbara and 
Vince Rehbein together with Pip and George 
Hacon. The weekend ran with clockwork 
precision, and other than a fresh SE “breeze“ 
for most arrivals, the weather was very 
pleasant.

The Welcoming Committee at the Clubhouse 
was great, with refreshments and parking 
assistance, baggage handling etc. Landing score 
cards were displayed from the Clubhouse deck as 
planes touched down, with typical scores reading 
8 and above on a 1 to 10 scale. We were later 
informed that the numbers related to the RICHTER 
SCALE, which incidentally is logarithmic (see 
page 15 for ritchter graph).

Those arriving on the Thursday enjoyed a 
typical get together at the Southport Yacht Club                        
with a superb meal, being entertained by flying 
races between Frank and Vince’s model Cessnas, 
and of course, a couple of True Country Stories 
from Air Commodore Rtd. A.Kellett. A great start 
to the Fly-in.

Friday saw the rest of those attending arrive by 
various means, some of the early arrivals finding 
the shopping to their liking during the day. 

For our Friday night Meet and Greet Catchup, 
we were bussed to the renown Outback 
Spectacular, and what a Spectacular Show it was.

Included in the Show was a superb 3 course 
dinner served to around 1000 people in the 
most amazingly efficient operation. Rules at the 
venue precluded us from taking photographs at 
the Show, so as not to spook the animals, so for 
those unable to attend, you missed a great night.     
However, a couple of photos mysteriously arrived 
on my computer !

Saturday morning our Coach and its “Pup” 
[24 seater] took us on a scenic of the district and 

into the Hinterland, calling at the Gallery Walk for 
a morning tea stop and some souvenir shopping.   

Max latched onto a couple of the locals, said 
something about them not being very talkative.   
From here a visit to the beautiful Rainforest Walk 
and some interesting local history.
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Onto St Bernard’s Hotel at Tambourine for a 
beautiful smorgasbord lunch with a magnificent 
view over the mountains.

A picturesque return trip to Seaworld rounded 
off the day in time for everyone to get tarted up 
for our Gala Saturday Night, which was held in the 
Waterfall Café on the ground floor adjacent to the 
swimming pool at the Resort. We all enjoyed a self 
serve meal with lots of ‘yummie’ choices whilst the 
well stocked bar was kept busy.

Our guest speaker, WW2 Lancaster Air 
Gunner, Alan Mahoney gave a fascinating talk on 
his early life, the Air Force during the War, and his 
life in a POW camp following survival from a mid 
air collision with another Lancaster over Germany. 

Following Alan’s address, Yvette Gulliver told 
us of her achievements in aviation at her young 
age, and of her future aspirations, her proud Mum 
and Dad, 182 Association members Estelle and 
Ted being in attendance. Some of Yvette’s story 
appeared in our previous Newsletter. 

Our fund raising raffle produced $2200 for the 
Arundle Riding for the Disabled Club, see photo 
elsewhere in the Newsletter. The coveted raffle 
prize of a personalised model of a C182 was won 
by Andy Lott who now has it proudly displayed in 
his Broken Hill office.  

Sunday was a free day with most attendees 
exploring the attractions of Seaworld. Your 
Committee held an early morning meeting, 
and was briefed by Sandra and Barry on the 
forthcoming Sheffield Fly-in. Most of us enjoyed 
a great smorgasbord evening at the Shoreline 
Restaurant to round off another great Fly-in, again 
another big thanks to our organisers. 

BY DIANNE CORLETT
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The Southport Adventure (Continued)



9



10

The Southport Adventure (Continued)
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Tell us where you’ve been…
LIFE AND FLIGHTS OF FRANK LEWIS
EPISODE FOUR: HONEY THE BRAHMAN BULL
Obviously by this time my superiors still 
hadn’t woken up to what I was really 
capable of and asked me to shift Honey, a 
huge Brahman Bull up to the Department’s 
Biayer River Station in the Highlands for a 
breeding program.

Honey was a big woos, huge, but he lae the 
kids ride him around. We didn’t expect trouble this 
time. Once again it was Ansett who had an aircraft 
available. It was that same old DC3 with the double 
doors and a definite piggy pong about it. I realised 
at this stage that my abilities matched with 
Honey’s size and obvious strength were getting a 
bit worrying, particularly as the same Vet was to 
use the same batch of sedative (but apparently a 
lot more!) as we used on the Garaina heifers.

Anyway Ansett stipulated that I be equipped 
with a suitable revolver. Problem. The only revolvers 
were old service .38’s that certain people owned 
illegally and were therefore not going to lend 
them. The only known legal source was the Police 
Department and they agreed to issue me one. I 
dutifully fronted up at the Lae Police Station and 
was introduced to the Chief Inspector, an Aussie 
expatriate who proceeded to drag out the revolver 
and started to explain its workings while leant over 
the counter in front of him. Another expatriate 
Police Officer was next to him writing out the form 

I need to sign. Anyway, in went the bullet, around 
went the chamber, back went the hammer and off 
went the gun right in my face but angled down 
and straight at the other policeman who promptly 
collapsed on the floor. He was shot just above his 
waist with the bullet angling down.

PANIC, and not jut me !! all hell broke loose 
and Police were running around in circles. The 
phones being out as usual, I ran outside, jumped 
into the old landrover (and it started this time) 
and tore around to the local doctor and told him 
what had happened. He went into action and got 
things moving. When I went back to the police 
station they were still running around in a flap. The 
ambulance and doctor arrived straight after and 
things got under control. I went back to my office 
and told my superior that I didn’t like shifting cattle 
in aircraft anymore !! He didn’t ask me again.

Now this is where it gets confused.
A new school teacher had just arrived in town 

and was billeted with a police family until suitable 
accommodation was found. She had mentioned to 
them, that a new policeman and family had just 
enrolled their kids at the school but as they were 
Jehovah’s Witnesses there were restrictions on 
what school activities they could and couldn’t join 
in. Her host picked up his ears and duly reported 
this to his boss who queried the new recruit about 

his religious affiliations. Of course, he denied he 
was a JW! Otherwise, no job! As this religion does 
not allow national allegiance, members cannot 
serve in the police force.

Now back to the drama...
At this very point the Chief Inspector who had 

shot what turned out to be the new policeman, was 
having fisticuffs with this fellow’s wife, who, was 
claiming they were all JW, was refusing to let them 
give him a blood transfusion, without which he 
was going to die. To the Inspector’s credit he stood 
his ground saying the policeman’s records did not 
mention his being a JW and the Police Department 
could not have employed without taking his oath 
of office. So… he couldn’t be a JW and he was 
promptly given the blood. He survived, but was 
pensioned out after he recovered. I don’t know 
happened to the wife!! It appears the gossiping 
teacher had helped save his life.

I spent many hours being interviewed by the 
Federal Police Unit (based in Lae at that time because 
of the Indonesian confrontation) but I have never seen 
the final report. I know the Chief Inspector remained 
in his job and strangely, the new teacher, whom I 
didn’t know at the time, is now my co-pilot!

In the end Honey was trucked up as far as the 
road went, then was walked, over quite a few days, 
into Biayer River Station.

This photo was taken on the return 
from the Wynyard Tasmania Fly-in held 
in March 2004.

FROM THE PAST...Flashback to RENMARK remember this?



Built by Cessna in 1963, 182G serial 
number 18255246  was allocated the U.S 
registration N2046R but never carried 
these markings

 It was factory painted as VH-DJW but these 
markings too were changed after it’s arrival at 
Bankstown ,as the aircraft’s new owner Dick 
Roberton ,of the Derby ,Western Australia based 
charter operation Aerial Enterprises had reserved 
the markings VH-AEH  for the aircraft which was 
the 188 th  production machine  to come off the 
line at Wichita in 1963 for the 1964 model year.

It replaced the 182E VH-AEP [18254359] 
which was traded to WA’s Simpson Aviation ,and 
subsequently re-registered  VH-CKP.

A total of 35 182G’s have been registered in 
Australia since December 1963 ,with the latest 
arrivals being  Albert Bedsors’ VH-SQZ and  
Kenelm Stumps’ VH-WRZ which were registered 
in November 1978 and July 1988 respectively. 
This total includes the STOL modified Wren 460 
,VH-RAJ which used a basic 182 airframe off the 
Cessna production line, in this case 18255233, 
which became serial number 5-460-182G after 
modification.

After being registered to Aerial Enterprises on 
April 30th 1964 the aircraft was ferried to Derby 
via Perth ,initially taking up residence at Rex 
Aviations’ Western Australian base at Jandakot for 
pre-delivery formalities.

Aerial Enterprises was originally a Victorian 
based aerial agriculture company owned by Vic 
Ambrose, a former Missionary Aviation Fellowship 
pilot who flew in New Guinea as early as 1954. 
Ambrose, Roberton and Col LeCouteur were all 
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WHERE ARE THEY NOW? No. 32
Cessna 182G , VH-AEH. (18255246).

  

A few weeks after entering service, AEH was captured at Jandakot on June 1st, 1964. 
Photo: Alistair Coutts.

former MAF pilots based at Moorabbin. LeCouteur 
ran Airspread Pty. Ltd and used the aerial 
agriculture operation to train potential mission 
pilots, believing that experience in that dangerous 
environment would stand them in good stead for 
the rigours of mission flying in PNG. Airspread 
was later reformed as Aerial Missions using Tiger 
Moths and Avro Cadets. In August 1961 the 
company name Aerial Enterprises was transferred 
to Derby, Western Australia and Dick Roberton ,a 
former RNZAF Mustang pilot and his wife ,were 
appointed managers. Roberton’s operation was 
ecclesiastical in nature and he expected his pilots 
to be Christians first and pilots second.

The aircraft operated incident free with Aerial 

  

Enterprises until November 1968 when it was 
sold to Rayleith Aviation of Applecross,Western 
Australia. Rayleith disposed of the aircraft some 
six months later to Dennis Tranter of Tranter 
Developments,Subiaco, WA. 

About six weeks later on July 31st, 1969 the 
aircraft was on a private flight from Jandakot to 
Merredin, a town located about half way between 
Perth and Kalgoorlie ,with it’s airfield some 5 
miles south-east of the town ,but with no prior 
arrangements having been made for ground 
transport after their arrival, the pilot decided to 
land at a field closer to the town. After selecting 
what he thought was a suitable area approximately 
1 nautical mile north of the town, he conducted 
an inspection run at about 700 feet the aircraft 
entered a turn and rolled out at about 20 feet 
above the ground ,almost immediately striking 
three cables of a power line. 

Despite severing all three cables ,one cable 
had become embedded in the fin which pulled 
the aircraft to the ground where it cartwheeled 
before coming to rest. Pilot Tranter and his three 
passengers were uninjured ,but the aircraft was 
a write-off. 

It was subsequently struck off the Civil register 
on August 25th 1969.

End of the line for AEH near Merredin.   
Pic. Credit DCA.

Compiled by Greg THOM
With thanks to Geoff Goodall.  

g.thom@bigpond.com
Talk to me about YOUR Cessna..!!!!
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SQN LDR Rtd ERIC LUNDBERG continues his 
anecdotes on life in the RAAF.  In 1969-70 I was 
posted to Darwin to operate the Search and Rescue 
(SAR)  Dakota. In early Dec 1969 I was tasked to 
deliver, by air, the Xmas mail to a Royal Navy ship, 
the HMS LONDON and it’s accompanying fleet 
which had been on Exercise out here somewhere 
and was now heading home.

The mail was in five or six 44-gallon drums 
with the tops welded on and each fitted with a 
parachute. I had a despatch crew from the local 
Army reserve unit who were trained in pushing 
things out of aeroplanes so I briefed them that 
when the green “execute” light came on they were 
to launch one drum. The time between the light 
and the drum leaving the aircraft was not critical 
but each delay had to be the same.  

 The aircraft was configured for air-drop by 
having the forward cargo door removed and the 

Airdrop of Xmas Mail to HMS London

Presentation of our cheque for $2,200 to the Arundal Riding for 
the disabled following our fly-in to Southport. 

rear door securely strapped closed .
Finding the LONDON was no problem - they 

had a beacon on which we homed - and as we 
approached she turned into the wind and hove 
to. The co-pilot advised that we’d set up a race-
track pattern around the ship and drop along the 
starboard side. This I did and during the dummy 

run I decided to track about 50 yards out from the 
ship and release abeam the bridge which gave me 
a good consistent aiming point.

The next run was called “live” and out went the 
first drum. On downwind I noticed that the drum 
was floating astern of the ship - she was obviously 
still drifting - so they sent one of their ship’s boats 
to collect the first drum while we ran in for the 
second drop. On downwind again I noticed that the 
boat had collected the first drum and was hauling 
in the second one. I assumed that they would clear 
the drop area while we dropped the third. Wrong!

Out went the third drum and it landed within 
arms reach of the boat, drenching the crew! The 
radio man on board was beside himself with joy 
“Oh, what a good shot – excellent dropping , sir”  
said to the co-pilot “Don’t tell him how much fun it 
would be if it had been a direct hit!”

By the way: on the next run I noticed with 
some amusement that he boat was snug up 
against the side of the London. Survival? Or was 
it just that the Poms couldn’t bear having two 
baths in one day? !

And another ‘by the way’… After the drops 
were completed the radio man asked if we could 
do a low level farewell run alongside the ship. I 
looked across at my co-pilot who was also my 
Boss at the RAAF Base who said “OK, just one 
pass”. I did that and then set course for Darwin.

Imagine my concern when, next morning, 
I saw the NT News, the local rag - here on the 
front page was a photo of the LONDON with the 
mail being hauled aboard and sailors lining the rail 
looking down on the aircraft. If you are going to 
get accidently sprung for low flying this is probably 
the way to do it !

A Brit visits Australia House in 
London to obtain a Visa to visit his 
family in Sydney.

Attendant at the counter asks: 
“Do you have a criminal record?”

Brit answers with a surprised 
look: “Is that still a requirement?”
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IAN THOMASON’S VH-EUY BACK IN THE AIR 
HAIL, SIDS & EUY
FACT. Dimpled golf balls travel further & faster than Smooth golf balls
QUESTION.  ould a hail damaged aircraft fly further and faster?
ANSWER. If you want a moving dimpled object to fly further & faster 
through the air, PLAY GOLF !

If the dimpled object is 
an aeroplane contact your 
insurance company!

As mentioned in the 
last issue of our newsletter 
EUY suffered hail damage 
on the way home from the 
Wollongong Fly-in. Many 
hail damaged aircraft 
(depending on the severity 
of the damage)continue to 
fly with minimal problems 
apart from the cosmetic.

With SIDS becoming 
due it was an opportune 
time to combine hail 
repairs and SIDS.

Local Mackay business CHRISAIR MAINTENANCE carried out 
the required work. CHRISAIR owned and operated by Dan and Claire 
Christensen andfounded by Dan’s father Neil, has been our maintenance 
organisation for many years.

I was fortunate to be able to work alongside their staff and got 
personally aquainted with nearly every rivet on EUY.

It was also an opportunity to observe a continuous stream of a 
Cessnas, having SIDS performed and to reach some conclusions about 
this controversial issue.

EUY had all plastic replaced (40 year old plastic is rather brittle). All 
control surfaces were resheeted as was quite an area on top of the wings.
This allowed a very thorough inspection, cleanup and corrosion treatment 
of all internal wing structures. The rear tail plane was also resheeted when 
it was found that a couple of loose rivets on the leading edge (a known 182 
problem) had allowed water to leak and resultant corrosion at these points. 
Once again this allowed a thorough cleaning and corrosion proofing and 
no dimples. Just to be sure, the roof area was deriveted as we had a good 
sheet metal tradesman on hand and made better than new.

On completion of hail damage repairs and SIDS, EUY (always a nice 
plane to fly) was test flown and am happy to report that this is still the case.
 SOME OBSERVATIONS.

There are HUGE differences in aircraft condition due to environment, 
type of operation and maintenance. This is where the one size fits all SIDS 
programme has its shortfalls.

Does a low hour,well maintained,hangared aircraft operating in the 
dry outback require the same SIDS programme as a high hour aircraft 
operating in rough conditions in a hot tropical salty area.

Coming up next, after getting SIDS out of the way (for a short time-I 
beleive they will need to be redone in specified timeframe ) will be control 
cable replacement and of course propellers every six years regardless of 
hours.

Corrosion  protection with Corrosion X, ACF 50, or COR-BAN is very 
effective. Getting thorough and complete coverage is vital. Some areas 
eg. the rear tailplane, are difficult to access and to know if you have good 
coverage. Factory corrosion proofing is effective. Watch out for water leaks 
around ariels and loose rivets, windows ect.

Happy to be in the air again and look forward to catching up in 
TASMANIA.

FRANK LEWIS
A chapter in the Lewis’s life closed in January with the passing of 
Frank’s father. He was born in Perth on the 1st of September 1921, 
and apart from War Service in the Navy in corvettes in several theatres, 
he has always lived in Perth, reaching over 94 years, his work involved 
Land Valuing with the WA Public Service.

MEMBERS NEWS

NEWS ITEM 
JUST IN...
OH&S 
REQUIREMENTS 
FOR FARM 
ANIMAL SUN 
PROTECTION

Crockett’s Guard 
Sheep ‘CHOPPER’ 
modelling the 
latest in Skin 
Cancer Protection! 

C182 REGISTER UPDATE 
Figures published in AUSTRALAN AVIATION  in 
December last show that the Aviation Register lists 695 
Skylanes and 83 Skylane RG’s. Last year the numbers 
were 697 and 83 respectively.
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 MERCHANDISE
A reminder to view our range of shirts, 
vests, hats etc. on our Website at  
www.cessna182.org.au
Email Karen Briggs so that she can 
bring the required items to the next 
Fly-in.

 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.

Into a Belfast Pub comes Paddy 
Murphy, looking like he had been run over 

by a train. His arm in a sling, nose broken, his face cut and 
bruised and walking with a distinct limp.

“Whatever happened to you Paddy?” asks Mick, the 
bartender.

“Jamie O’Conner and me had a fight” says Paddy.
“That little thug O’Conner” says Mick. “HE couldn’t do 

THAT to you. He must have had something in his hand!”
“That he did” says Paddy, “a shovel is what he had, and 

a terrible lickin’ he gave me with 
it!”.

“Well you should have 
defended yourself, Paddy, didn’t 
YOU have something in your 
hand?”

“That I did, Mick, I had Mrs 
O’Conner’s breast, and a thing 
of great beauty it was, but 
absolutely useless in a fight!”

KELLETT’S 
CORNER

1 ATE 2: IN FLIGHT MENU
Home Style 
Sausage Rolls

500g sausage mince
1 carrot (grated)
1 onion (finely chopped)
Garlic, mixed herbs, chilli to 
taste
Splash of tomato sauce
Commerical puff pastry sheeets

Roll and cut to the desired size. Bake in 
preheated modertate/hot oven for about 
20 minutes.

All-Bran Fruit and Nut 
Loag (egg and sugar free)

1 cup All-Bran
1 cup milk
1 cup plain flour
1 1/2 cups of mixed fruit
1/2 cup chopped walnuts
Golden syrup - 1 to 2 tablespoons
1 teaspoon bicarbonate soda
1/2 teaspoon salt

Soak All-Bran in milk for 5 minutes. Add flour, 
soda, salt, fruit and syrup and mix thoroughly. Spoon 
into greased loaf tin and bake in a moderate oven for 
45-50 minutes.

New Windows
Last year I replaced all the windows in 
my house with those expensive double-
glazed energy efficient kind, and today 
I got a call from the contractor who 
installed them. He was complaining that 
the work had been completed a whole 
year ago and I still hadn’t paid for them.

Hellooo... Just because I’m blonde 
doesn’t mean I am automatically stupid!

So I told him just what his fast talking 
sales guy had told me last year, that in 
ONE YEAR these windows would pay for 
themselves!

Hellooo.... It’s been a year ! I told him.
There was only silence at the other end of the line, so I finally just 

hung up. He never called back... I bet he felt like an idiot !



16

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.

  cheque :
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

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

SOUTHPORT FLY-IN ATTENDEES
There was a total of 76 members and guests made it to YSPT and  21 aircraft in attendance.   Some were resident to the area whilst some weather 
and other factors dictated the mode of transport.   All in all, a great rollup.

Jenny & Ross Bate ( TSS ) ; Harry & Mary Cheyne  ( car ) ; Bruce, Margaret & Pauline Church ( FRM ) ; Mary & Robert Collins ( car ) ; Dianne & Trevor Corlett, 
Alan Kellett ( ATT ) ; David Crawford & Annie Haynes ( OAT ) ; Maree & Chris Crockett ( car ) ; David Crum, Stacey Ferris, John Bestwick & Warren Waddick ( 
JLY ) ; Ryoko & Neil Davis ( DOO ) ; Barry Dean, Muriel, Pauline, Narelle & Ray ( IEG ) ; Lawrie Donoghue & Margaret Hughes ( car ) ; Yvette Gulliver, Ted Gulliver 
& Estelle Heron ( YKM ) ; George & Pip Hacon ( car ) ; Chris Hirst, Ruth Lindstrom & Joanne Neil ( AOK ) ; Jane & Andrew Hogarth ( Burner ) ;Roslyn & Ian Hope 
( NIH ) ; Gabriela Orford & Tony Human ( car ) ; Alison & Peter Jones ( JSF ) ; Lesley & Frank Lewis ( car ) ; Cilla Neighbor & John Lillyston ( TFE ) ; Rosemary & 
Andrew Lott ( DNL ) ; Caroline & Cliff Princehorn ( PWT ) ; Barbara & Vince Rehbein ( car ) ; Gaye & Greg SAAL (MWL ) ; Brian Shadler ( car & bicycle ) ; Sandra 
Southwell, Barry Brandsen , Laura & Brian Inder ( burner ) ; Noella & Ian Spicer ( YZY ) ; Karen Briggs & Colin Stanfield ( UCS ) ; Elaine & John Stuart (Burner ) 
; Janine & Robert Terzi 9 SHJ ) ; Suzie & Roger Toole ( DGC ) ; Judy & Leedham Walker & Max Paine ( WWB ) 

FUTURE FLY-IN DATES

Fly-in Autumn 10-13 March 2016 Sheffield TAS
Fly-in Spring 8-11 September 2016 Katherine NT
Fly-in Autumn 3-5 March 2017 Kangaroo Island SA  
Fly-in Spring 2017 .. Work in progress.

 

President Peter Jones 0423 454 422

Vice President John Stuart 0419 372 351
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
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


