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Go Round Twice  -  Two for the Price of One! 
For just the second time in almost 15 years as editor of Go-Round, travel commitments will  
prevent me from producing the newsletter in March. Hence this double issue  -  two for the price of 
one. 
 

Trouble Brewing? 

The ‘proposal’ released recently by CASA concerning what it 
refers to as “Community Service Flights” (such as Angel 
Flight) is cause for alarm. These flights have traditionally been 
classified as Private, but after two fatal accidents involving 
such flights, CASA is now seeking to tighten controls on the 
pilots and the operations. 
 

The CEO of CASA, Shane Carmody, wrote in his December CASA Briefing newsletter  - 
 

“The proposed requirements relate to pilot flight time experience, licensing and medicals, 
night operations and maintenance. In many cases pilots currently conducting community  
service flights will already meet the proposed requirements. However, CASA believes it is  
appropriate to formally set out these requirements as pilots carry out community service 
flights without the organisation structure and support provided by an Air Operator’s  
Certificate.” 
 

The proposed new restrictions include  - 
 

• A landing in the previous 30 days on the aircraft type or aircraft class. 
• 10 hours time-on-type for VFR. 
• 20 hours time-on-type for IFR. 
• Logbook entries to be identified as a CSF. 
• 400 hours total time for PPLs. 
• 250 hours in command. 
• 100 hours flight time for multi-engine aircraft. 
• No helicopter operations. 
• No night VFR. 
• No more than five passengers. 

(Continued on page 2) 
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• VFR flight must submit a flight plan, flight note or SARTIME to Airservices. 
 

• Pilots flying on a basic class 2 medical cannot do CFSs. 
 

“The proposed conditions are necessary in an operation where there is no AOC or other 
structure to support supervision and oversee the development of new and existing CSF  
pilots, or to ensure that maintenance standards appropriate to the nature of the operation 
have been satisfied.” 
 

Angel Flight CEO, Marjorie Pagini, believes that the CASA proposals are bewildering. “It does 
not make any sense at all because CASA concedes it does not relate to accident causes or data. 
We and AOPA have called upon them to provide supportive risk analyses or any statistical data, 
and they have not.” 
“The FAA publishes only recommendations. I suggested to CASA they publish a CAAP, but they 
ignored that. They have not consulted with us or any aviation organization on this.” Marjorie also 
believes that CASA may be over-stepping their mark by telling pilots and owners what they can 
and can’t do with their aircraft. 
In response, CASA claim that CSFs and private flights were different in nature  - 

“A person flying as a passenger in an aircraft is not expecting their flight to be similar to a 
RPT or charter flight. They usually have some social connection with and knowledge of the 
pilot and the flight is not usually conducted under the operational pressures that are often 
associated with a CSF. Whereas a CSF is arranged and coordinated by a third party, the 
passenger and pilot have no connection to one another and there are operational pressures 
that apply which do not apply to an ordinary private flight  -  for example the need to get to a 
specialist medical appointment that has possibly been scheduled in advance.” 
 

Presumably our club Angel Flight pilots will be watching development with some interest, as will 
all of the 3,323 pilots nationally currently registered with Angel Flight. 
 

ATSB Releases Accident Analysis. 
The Australian Transport Safety Bureau (ASTB) has  
published its annual aviation accident report, covering the 
period 2008 to 2017. The report, which uses data from the 
ATSB’s own accident and incident database and statistics 
from the Bureau of Infrastructure and Regional Economics 
(BITRE), found that the number of fatalities in aviation for 
2017 was almost double that of 2016. 
In 2017, nearly 200 aircraft were involved in accidents in 
Australia, with a further 203 involved in a serious incident 
(an incident with a high probability of an accident). There 
were 40 fatalities in the aviation sector in 2017, which was a significant increase from the 21  
fatalities in 2016.  
Of the 40 fatalities, two accidents accounted for 11 deaths  -  the King Air crash at Essendon and 
the De Havilland Otter crash at Jerusalem Bay in NSW, which caused a spike in fatality rates for 
the commercial transport sector over the ten years of the study. 
Almost half of all fatalities in commercial air transport operations during the study period occurred 
in 2017. During 2017 there were 14 fatalities from 21 accidents in commercial air transport  
operations, 21 fatalities from 93 accidents in general aviation operations and five fatalities from 
53 accidents in recreational aviation operations. 
Private, sport and business aviation recorded an accident rate of 193.7 per million hours flown 
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over the 2008-2017 period, compared with approximately 300 for recreational aviation. 
The accident and fatal accident rates for general aviation and recreational aviation reflect their 
higher risk operational activity compared with air transport operations. They also reflect the  
significant growth in recreational aviation activity over the past ten years and this sector’s  
increased reporting culture. 
General aviation account for one third of the total hours flown by Australian registered aircraft 
and over half of all aircraft movements across Australia. The total accident rate per hours flown 
indicates general aviation operations are nine times more likely to have an accident than  
commercial transport operations, with recreational operations around twice as likely to  
experience an accident than general aviation operations. 
 

Our Lunch at Hutton Vale Farm. 
The 40° day on Sunday 3rd February was not conducive to pleasant flight in a light aircraft, but 
three brave souls did make the trip to Hutton Vale Farm in the Barossa  -  Tony Human in his 
C182, Owen Crees in his Mooney and Ron Logan in his Cub. Quite a few others did drive up (in 
air conditioned comfort!), including our newest and youngest member, Joshua Bruce who was 
accompanied by his mother & grandmother.  
Joshua, who lives in Mount Compass, is a student with ABP, learning on a Cub. He has just 
been granted a scholarship to finance 20 hours of flight training by the Tim Stokes Memorial 
Trust. Apparently the late Tim Stokes died in 2011, leaving a 33 year old wife and two sons, then 
being 6 months & 4 years old. Tim was a Mount Compass local who was generous financially 
with assisting anyone he knew who needed help. The local community has founded the Tim 
Stokes Foundation in his memory. 
It would be great if the Club would give every encouragement to Joshua in his ultimate goal to a 
commercial license. Perhaps club aircraft owners planning a scenic flit on a weekend (Josh is at 
school weekdays) might consider giving him a call (0448 081 611) to arrange a ride? 

Joshua and his mum & grandmother are featured in the first of the photos below taken at the 
lunch. 
 

 

 

 

 

 

 

 

 

 

 

Something New is in the Wind! 
Recently I’ve been scrolling through the file of old issues of Go-Round searching for the one and 
only occasion when the club was given the opportunity to experience the simulator, owned by 
club member, Ron Logan and housed in the little shed next to the toilet block. It would have been 
somewhere in the first half of the first decade of the 2000’s, but it has alluded me. 
In the early years of my membership (starting 2003), there used to be a sub-group of club  
members who called themselves “the LAN group”  -  local area network. These guys would  
gather at the club room on a Sunday (other than the 1st Sunday of the month), bringing their own 
home computers with them, loaded with flight simulator programmes. They were computer-
literate enough to link their computers, selecting their individual aircraft type or sometimes  
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nominating an aircraft type they would all use, to fly ‘sorties’ somewhere in the world, in  
formation or in individual competitions. Great fun, but the world of flight simulators has  
advanced enormously and the one housed in the afore-mentioned shed is “something else” 
when compared with the desk top one at home. 
The BIG news is arrangements have been put in place for us to access that simulator on a 
regular basis! Captain Owen has altered the calendar to allocate Sunday 7th July and (Old 
Farts day), Tuesday 8th October for members to “Fly the Sim” under the supervision of Owen 
and Harry Wightman. 
At this early stage, the plan will involve members ‘booking a slot’, and there will be just six 30 
minute slots on each day. It is hoped that our ever-increasing number of pilots now no longer 
flying will particularly enjoy the availability of this facility. 
A very big “thank you” to Ron Logan, Owen Crees, Harry Wightman and Adelaide Biplanes for 
their assistance in finalizing this arrangements.  
 

737 firefighting Aircraft Under Testing. 
Bushfire fighters in the U.S. may soon have a new aerial 
attack weapon in the form of a retired Southwest Airlines 
Boeing 737. Canadian company Coulson Air Tankers 
has purchased six of the airlines from Southwest and has 
finished converting one to a multipurpose aerial tanker. 
The aircraft is currently in San Bernardino, California,  
undergoing FAA certification tests, focussing on the flight 
performance with the 4,000 gallon water/retardant tank 
installed. This is part of the certification program that  
every air tanker must go through, and as this is the first 
fire fighting 737, it’s essential that the handling limitations 
are fully understood. The next step is “grid testing” by the U.S. Forest Service to assess the 
drop pattern from the aircraft. 
The company states that one of the selling points of the aircraft is a new delivery system that 
pumps water or retardant at the rate of more than 2,000 gallons per minute. That compensates 
for the higher speeds of the jet to concentrate flow onto 
the fire. The aircraft can also carry 63 passengers when 
the tank is empty so it can be used to ferry ground 
crews or other personnel. 
Meanwhile, should any Go-Round readers be  
interested, the company is looking for “respectful” 
homes for its two Martin Mars aircraft, which will likely 
never fight fires again. They are hoping museums will 
be interested in these aircraft which were originally built 
for the U.S. Navy as troop carriers before they were 
converted for use as water bombers. 
 

A Touch of Cabin Humour. (Simplified Instrument Navigation?) 

An elderly lady enquired of a female flight attendant  - ”How can the pilot see where he’s  
going? It’s so dark outside!” The hostie pointed out the window  - ”Do you see the green light 
out there?” “Yes said the passenger”. “Can you see the red light out the other side?” “Yes said 
the passenger”. 
“Well, as long as the pilot keeps the plane between those two lights, we’re O.K.!”. 
 

 

 

(Continued from page 3) 
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Autoland Runway Excursion Blamed on Pilots. 
German investigators say a runway excursion by a 
Boeing 777 that was on Autoland was the fault of the 
pilots. The unusual incident happened back in 2011 at 
Munich Airport, but the report from the German BRU 
has only recently been released. It found that the  
Singapore Airlines crew initiated the chain of events 
that led to the autopilot putting the aircraft on the 
grass. The flight was arriving from Manchester and 
was just about to touch down when the RJ85 taking off 
farther down the runway momentarily blocked the  
signal from the localizer at the opposite end. For a few 
seconds, nothing and no one was in control of the  
aircraft which was less than 50 feet above the runway. 
The widebody banked left before landing on the left main gear and veering left off the runway, 
even though the captain hit the go-round button on the throttle lever. The pilots were only able to 
gain control when they kicked right rudder, sending the big jet back across the runway where it  
finally stopped in the grass on the right hand side. There were no injuries and the plane wasn’t 
damaged. The investigation concluded the aircraft performed as designed and blamed the pilots. 
The crew’s mistake occurred when they got their final weather report for the destination airport. 
As per their company’s procedures, the captain took over from the first officer as pilot flying  
because of the low visibility (1.25 NM) and ceiling (300 feet). Even though the conditions didn’t 
require it, the captain decided to let the plane Autoland but he didn’t tell the controllers. The  
controllers were operating under procedures which allowed them to clear the regional jet for  
take-off ahead of the approaching 777. Had the controllers known the 777 was autolanding, the 
investigators said, the controllers would have held the RJ85. 
The timing of the events proved critical to the eventual outcome. The localizer signal was  
interrupted just as the 777 was about to touch down. When it banked left, the captain hit the  
automatic go-round but not before the gear touched and caused the aircraft to reject that  
command. It instead went into the roll-out mode. The pilots were, however, able to manually  
retract the spoilers in anticipation of the go-round and that likely contributed to their wild ride on 
the ground. The investigation recommended that flight crews be brushed up on the regs and do 
more sim training for localizer deviations.  
 

Cessna 0-2. 
In 1968 the U.S. Air Force bought a mess of  
Cessna Super Skymasters and called them 0-2s. 
The Cessna factory at Wichita, Kansas, was pump-
ing them out at a pretty good clip. The problem was 
to figure out how to get them to Vietnam where they 
were needed. Choices were (a) fly them to the west 
coast and turn them over to the Army for transport 
by cargo ship, (2) take the wings off them and stuff 
them three at a time into the belly of C-124’s and fly 
them over or (3) fly them over under their own  
power with no C-124 attached. 
Which do you think the USAF would choose? Amazingly option (3). Every one of those puppies 
was hand flown across the Big Pond to Vietnam. That sounds like it might have been a Mickey 
Mouse operation, but it wasn’t even that good! Air Force Systems Command (AFSC) was  
running that show and their knowledge stopped somewhat short of knowing anything about ferry-
ing aircraft. The Air Force had a perfectly good organization called the 44th Aircraft Delivery 
Group which operated world-wide and managed the ferrying of all aircraft  -  except the  

(Continued on page 6) 
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0-2s.AFSC  contracted with some outfit in San Francisco to deliver the planes to Saigon. The 
contractor hired a bunch of civilian pilots who couldn’t find honest work elsewhere. Since the  
0-2’s were technically “public” aircraft (as opposed to civil or military aircraft) no pilot’s license 
was necessary to fly one, and it’s not clear that all of the pilots had licenses. Some of them were 
pretty good, but the rest of them were the most god-awful collection of unqualified, scruffy-

looking alcoholics! The dregs of the flying profession. 
The pilots were given a plane ticket to Wichita where they got a quickie checkout in the 0-2 if 
they needed one. Then they launched in bunches of four and headed for Hamilton AFB on the 
west coast of California. Enroute they were instructed to carefully monitor and record their oil 
consumption which, of course, they did not do. That type of pilot does not monitor and record oil 
consumption. 
At Hamilton, the Air Force removed all seats except the pilot’s. The seats were shipped to  
Vietnam by air which should have happened to the rest of the plane too! Extra fuel tanks were  
installed in the vacant floor space, followed by the pilot himself. He had to crawl over the co-pilot 
tank to get to the left seat. Next, they installed an oil tank on top of the co-pilot tank, followed by a 
small emergency HF radio on top of that . Now, the pilot was fully locked in. To get out he could 
either wait for someone to remove the radio and oil tank, or crawl out the emergency escape  
window on the left side. Take-off must have been something to watch! With all that fuel, the 
planes were way over max gross weight. They had no single engine capability at all for about the 
first five hours of flight. If either engine hiccupped, the pilot went swimming. 
The route was Hawaii,  Midway Island, Wake Island, Guam, Philippines, and Saigon. The  
Hamilton –Hawaii leg was by far the longest, nominally 13 hours. The 0-2’s were carrying fuel for 
about 14.5 hours of flight. 
Navigation was strictly dead reckoning. The pilots took up a heading based on wind calculations 
and flew out their ETA hoping to be lost within range of a Hawaiian radio station. They had no 
long range navigation equipment. The fuel tanks were disposable and were dropped off as they 
were no longer needed. The fuel pumps were not disposable and the pilots were instructed to 
bring them back along with their dirty underwear and the HF radio. 
The trip was supposed to take about a week and each pilot carried an airline ticket from Saigon 
to Wichita to go back and pick up another plane. For this, the pilots were paid $800 per trip with 
the flight leader getting $1,000. They planned on averaging three trips a month and getting rich 
doing it.  
The trouble started with the very first flight and began with the extra oil tank. The reason for  
determining oil consumption on the Wichita-Hamilton leg was to know how much oil to add during 
the really long legs. There were no oil quantity gauges. Shortly after take-off from Hamilton,  
boredom set in and the pilots would give the oil tank wobble pump a jab or two and squirt some 
more oil into the engines. The 0-2 didn’t need that much oil. All this did was over-service the  
engines which resulted in fluctuating oil pressure. The pilots didn’t like that at all, so they added 
more oil which led to more pressure fluctuation. Meanwhile, they were totally lost and not getting 
much closer to Hawaii. Time for the old MAYDAY call on the HF radio. When that call came in, 
the Coast Guard in Hawaii was running a very interesting seminar on sea rescue in downtown 
Honolulu. They shut down the seminar and launched their C-130 and a pair of cutters to find the 
0-2s, which they did. They herded them to the nearest runway which happened to be the Marine 
Corps Air Station at Kanehoe on the north-east side of Oahu. Aside from being ugly, they were 
all soaked with oil overflowing from both engines and they didn’t have ten gallons of gas among 
them. One had flamed out taxiing in from the landing. They had been airborne for 14 hours and 
45 minutes. The Coast Guard was really pissed when they learned the full story and was making 
noises about sending someone a bill for the rescue effort. This silliness continued for three or 
four weeks with every single flight of 0-2s getting into some sort of trouble. 
At Hawaii, the 0-2 pilots were fairly easy to find. Most the time they were draped over the bar at 
the O-Club, a situation which was attracting the attention of the Officers Wives Club—always a 
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dangerous thing to do! Civilian misfits ferrying Air Force airplanes across the Pacific to a  
combat zone? No way! Messages began firing off to get this idiocy stopped. 
The AFSC backed down and agreed to let the 44th Aircraft Delivery Group run the operation. 
The 44th wasn’t too happy about that because the civilian pilots didn’t seem to take instructions 
very well. Nevertheless, that brought some organization to the festivities which included things 
like mission planning, briefings, weather analysis, flight following and escort. The 0-2s weren’t 
allowed to fly unless accompanied by a C-47 or C-7 Caribou which could fly at their speed and 
handle the navigation. That wasn’t much of a problem as there were two or three of those 
planes being ferried each week to Vietnam. 
This procedure eliminated most the problems and things settled down to a routine. The delivery 
rate to Vietnam was slowed somewhat, but more total planes got there because of it. During the 
entire process, only two planes were lost. One ditched due to engine failure on the Wake-Guam 
leg. The pilot managed to get out of the plane and bobbed around in his life jacket until picked 
up by a Japanese cargo ship. The other crashed in the Philippines killing the pilot. 
When the war was over, how do you supposed they got the surviving 0-2s back to the U.S.? 
They took the wings off, stuffed them three at a time into the belly of C124s and flew them back! 
 

10 Years Ago. 
The February 2009 Go-Round showed this photo of the A320 
being lifted from the Hudson River. Hard to believe that that 
was 10 years ago! 
It also welcomed one Clive Hopper as a member of the club. 
Where would we be without our (now) Quarter Master? 

Steve McGuiness returned from his flight to Corryong in Jabiru 
“Spindrift” to commemorate the discovery of the wreckage of 
the Southern Cloud. 
There was also a piece about the shuttle “Endeavour” - 

The space shu	le Endeavour returned to the Kennedy 

Space Centre atop a NASA 747 on December 12, 2008  a"er 

its successful mission to the Interna&onal Space  Sta&on. 

The shu	le, being a re-usable spacecra", has a cycle of 

Prepara&on, Execu&on & Recovery.  

Endeavour has been through this cycle 22 &mes since 1992. 

Meanwhile, the March 2009 Go-Round pro-
vided this “Quote” from Thomas Jefferson. 
Seems appropriate to repeat it ten years on! 
There was also a (rare for Go-Round) ad for 
a house for sale. It was in the Normandy re-
gion of France and boasted a very nice 
grass runway capable of handling the own-
er’s PC12 or Caravan. According to the 
agent, “this is the only place in the world 
where one can land their plane exactly on 
the Greenwich Meridian.” Go-Round pointed 
out that this was not quite true because the 
runway is aligned 06/24 and the Meridian is north-south, so the landing roll intersects the Merid-
ian. 
And, sagely, there was this attempt at humour  -  “If at first you do not succeed, don’t try sky 
diving!” 
 

(Continued from page 6) 
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First PC-24 Air Ambulance Delivered. 
Pilatus delivered the first PC-24 configured for medevac  
missions to the Royal Flying Doctor Service. According to  
Pilatus, the interior of the PC-24 is designed to allow fast, 
flexible modification. Modifications include an electric  
stretcher, a separate power system for the cabin, dedicated 
communication systems for the medical crew and beds for 
three patients. 
The PC-24 will be used for the cost-effective transport of  
patients over longer distances in conjunction with the RFDS 
existing fleet of PC-12 aircraft. Its outstanding performance on 
short runways and unpaved strips will provide the RFDS with 
a previously unattained degree of flexibility or direct benefit to 
patients in Australia. 
In its standard configuration, the PC-24 “Super Versatile Jet” 
seats eleven passengers plus a pilot. It has a range of 2,000 
NM, 2,500-pound maximum payload, top cruise speed of 440 
knots and take-off distance of 2,930 feet, Pilatus also put the 
PC-24 through a test program that specifically emphasizes 
unpaved runway operations. It received its FAA and EASA 
type certifications in December 2017. 
The RFDS was founded in 1928 and operates a fleet of more than 60 aircraft, including PC-12s, 
King Air B200 and B300s, Cessna Caravans and Hawker 800XP. The organization provides 
both primary health care and 24 hour emergency services across Australia. 
 

Pipistrel & Honeywell Team Up On Urban Air  
Mobility. 
These two companies announced recently that they have signed 
a memorandum of understanding to collaborate on “the explora-
tion and development” of urban air mobility solutions. As part of 
the joint venture, Honeywell avionics, navigation flight control  
connectivity and other products will be integrated into a future  
Pipistrel autonomous electric vertical take-off (eVTOL) aircraft. 
Companies looking to make breakthroughs in urban air mobility 
face a wide range of technical, safety, certification and business challenges that come with  
developing a new mode of travel in an already very dense air traffic environment. An under-
standing of the aerospace complexities and legacy of innovative technologies can made all the 
difference in addressing this emerging market. Pipistrel is a well-known leader in the light-aircraft 
space, and this is an excellent opportunity to support its vision of a future vertical take-off and 
landing aircraft. They are looking at designs that could carry between two and six people. 
 

Diary Dates. 
Sunday 3rd March  -  Forced Landing with a Difference comp. Pilot briefing 1000 hours. BYO 
BBQ lunch from 1200 hours. 
Thursday-Monday 21/25th March  - Fly Away to Wangaratta. Contact Club Captain, Owen, for 
details including detailed itinerary. 
Sunday 7th April  -  Our annual Charity Day. This year it’s “Heart Kids”. 
Wednesday 10th April  - Committee meeting 1930 hours. 
Saturday 13th April  - Hangar movie night. Details TBA. 
Sunday 5th May  - Top Hook comp. Pilot briefing 1000 hours. BYO BBQ lunch from 1200 hours. 
Sunday 19th May  - Private screening of the 2018 movie “Spitfire” in aid of Angel Flight. Palace 
Nova Eastend Cinema 2 pm. 


