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John Laming. 
 

Aeroplanes and other stuff. 

 
 

 
 

STANGS and VAMPS 
 
I was in the Moorabbin circuit area the other day, teaching a student 
how to do cross wind landings. The wind was right across the 
runway and there was enough drift to make it interesting. The 
student nailed the combination technique nicely and after several 
good landings, I sent him solo to practice what I had preached. 
 
After watching his first few landings from the fence near the control 
tower, I decided to stroll up the road to the local CAA Field Office 
and bludge a cup of tea and a chat with a friend of mine who works 
there as an FOI. It turned out that he was away on the job, 
presumably keeping the industry on its toes, so I knocked on the door of one of his colleagues 
who was on my pilot’s course in the Fifties. This chap had flown fighters after graduating from 
Point Cook and our conversation turned as always to the good old days of hack, flick and zooming 
in the Air Force. 
 
Wartime pilots talked of flying Spits, Beaus, Lancs, Stringbags and Mossies. These were 
Spitfires, Beaufighters, Lancasters, Swordfish and Mosquitoes. The young lady licencing clerk in 
the next door office must have thought we were two lanes short of a freeway, when she overheard 
the conversation turn to flying Goonie Birds, Tigers, Wirras, Swords, Stangs, Meat Boxes and 
Vamps. To decode that lot, ask any ex RAAF pilot over the age of sixty!  
 
The tradition carries on with current generation service pilots who fly Draggies, Plastic Parrots 
and Herks, which I am told are HS748, CT4 and Hercules. 
 
Amongst the military aircraft I flew were Stangs and Vamps, or more correctly, Mustangs and 
Vampires. The story begins with my arrival at the RAAF fighter operational training unit at 
Williamtown, NSW. With only 200 hours in my log book, I had already flown one hour on the 
Mustang and survived. Now let me introduce Flight Lieutenant Peter Middleton DFC. He was one 
of the fighter combat instructors on our course. I use the term instructor in general terms, because 
few of the staff pilots were Qualified Flying Instructors (QFI) and in any case our Mustangs and 
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Vampires were single seat aircraft. One read the Pilots Notes, climbed into the cockpit and flew 
solo. 

 
Middleton was tall, sported an impressive moustache and looked every inch the true fighter pilot 
image. An experienced combat pilot, he had just returned from flying Meatboxes (Gloster Meteor 
twin engine fighter bombers) in Korea. He held a degree (or whatever) in martial art skills and 
was well respected for obvious reasons. He also owned a dashing looking bone dome (crash 
helmet), which was painted with blue and white polka dots. I suspect he nicked it from the Yanks 
in Korea, as bone domes were not then standard issue in the RAAF. 
 
It was to be my first sortie involving formation flying in the Mustang and the briefing was concise 
and to the point. After engine start, I was to follow my No 1 (Middleton) to the runway, observing 
radio silence after the initial radio call to check radio serviceability. It was to be a formation take 
off, battle climb to 15,000 ft, then general formation practice. This was to be followed by a line 
astern tail chase in VMC (hopefully). Depending on the weather, we would return to land off the 
standard buzz and break. If the weather was marginal then we would carry out a formation 
VHF/DF instrument approach, culminating in a Ground Controlled Approach (GCA) to 200 ft. With 
only limited experience I hoped that I wouldn't have to test my instrument flying skills whilst in 
tight formation! 
 
During the walk around check of my aircraft, I noticed that Middleton had already strapped in to 
his Mustang and was obviously impatient to get under way. He wore a RAAF issue red silk scarf 
(in case one needed to attract attention if you were shot down) and real aviator’s sunglasses. 
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Now in the cockpit and hastily doing pre start drills, I pumped the primer a couple of strokes too 
many and was rewarded for my inexperience at starting the Rolls Royce engine by the sight of 
terrifying tongues of flame licking from twelve open exhaust pipes. Despite starting many Rolls 
Royce Merlins since that day, I never failed to get the shivers when the bloody things caught 
alight. This was despite the fact that the flames were more spectacular than dangerous. 

 
I returned Middleton's thumbs up, indicating I was ready to taxy and with a burst of throttle, he 
swung out of the flight lines. When taxying the Mustang, Middleton preferred to raise his seat to 
full extent, so that he could see over the top of the bullet proof windscreen. With one gloved hand 
resting on the canopy frame, his scarf fluttering in the slipstream and his oxygen mask hanging 
loose to reveal a fierce moustache, Middleton looked like the original Tall in the Saddle cowboy. 
 
I followed a respectful distance behind, most of the time losing sight of his Mustang despite my 
obligatory weaving of the nose. I decided to emulate Middleton and jacked up my seat to full 
extent in order to (a) look cool and (b) to obtain better forward vision. Within seconds I had nearly 
ground looped the Mustang as I attempted to apply corrective rudder and brake to control a 
rapidly developing swing. The Mustang was built for six footers and to reach the rudder pedals I 
needed a well-padded cushion behind my back. The seat was fixed horizontally and I already 
had the rudder pedals fully extended towards me. Now with full up seat 
I could only just reach the pedals with the tips of my toes and as for 
depressing the brakes, then forget it! I desperately unlocked the seat 
raising lever and with a jolt the seat hit the lower stops, causing me to 
look like Chad (that mysterious cartoon character of years ago, who was 
pictured with his eyes and long nose peering over a wall). I now had no 
forward vision beyond the gyro gunsight, although on the positive side I at least had limited rudder 
and brake control. 
 
My pride somewhat dented, I managed to stop the aircraft at an angle to the taxiway and claw 
my way via the seat raising lever to a respectable position in the cockpit as befitted a cool trainee 
fighter pilot. Middleton, whose callsign for the flight was Red One, had been blissfully unaware 
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of the minor drama which had unfolded behind his tail and had received a green light from the 
control van to line up on the runway for his run up. He was in the course of opening up to high 
power as I taxied behind him, in order to position myself on his right wing for the formation take 
off. 
 
To my dismay the slipstream from Middleton's propeller hit the tail of my Mustang, causing the 
beast to weathercock viciously towards the tail of his aircraft. I almost dislocated my toes in 
jamming on full right brake to stop the swing and Red One never knew how close the 4 bladed 
propeller came to clobbering his rudder. At this stage I began to regret not volunteering for a 
posting as second dickey on a Dak (copilot DC3). So much for checking all clear behind before 
run up, I thought grimly, but one never criticizes a Red Leader who has a degree in martial arts. 
Not to his face, anyway. 
 
At this point, perhaps I should briefly explain that the engine run up on a Mustang includes 
checking the propeller operation at high RPM, testing the supercharger controls, magneto drop 
check, noting temperature and pressures with an especially careful note of the glycol coolant 
temperature. On the ground, where airflow through the engine radiator is reliant mainly on the 
propeller slipstream, it was important to be pointing into wind to keep the coolant below 110 
degrees centigrade. If over that temperature, the chances were that on take off, the coolant would 
boil and eventually cause engine damage. Such were the vagaries of powerful liquid cooled 
engines. Battle damage to the coolant system on these Rolls Royce Merlins invariably meant 
engine seizure. The options then remaining were to abandon the aircraft by parachute, or to 
attempt a crash landing. 
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Now back to the story, where I had now closed the canopy, set the park brake and commenced 
the run-up. With only one Mustang ride under my belt, my cockpit checks were still hesitant and 
perhaps a trifle longwinded. Red Leader clearly thought so anyway, because when we received 
a steady green light from the control van, he waved his gloved finger in a circular motion at me, 
which was the signal to increase engine power to 30 inches of manifold pressure before 
commencing the take off.  
 
The canopy of Middleton's Mustang was closed, the flashing arc of the huge propeller solidified 
at 2000 RPM and the man was ready to roll. I was still trying to scratch an itch in my bum and 
apart from checking all clear behind before run up, (my old Point Cook instructor would have 
been proud that I remembered that one), I was nowhere near ready to take off. I gave Middleton 
a furtive and somewhat embarrassed thumbs down to indicate that I was not yet ready and went 
heads down to scan more instruments and test more switches.  
 
Seconds later, a sense of foreboding made me look across to Red One, where I saw that 
Middleton now had his canopy open, oxygen mask undone and was glaring at me revealing bared 
teeth below his black moustache. He again furiously waggled his gloved finger in a circular 
fashion indicating he had been sitting on "hack" power (a chopping motion of the hand to indicate 
brakes release for take-off) for some considerable time - probably with rocketing coolant 
temperatures. I gave another regretful thumbs down and undoing my oxygen mask, I attempted 
to convey via lip language that I needed a little more time to complete my checks.  

 
This thoughtful gesture on my part clearly upset Red One, because he mouthed an obscene word 
or ten in my direction, clipped his oxygen on, slammed the canopy shut and ruddering furiously 
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to counteract the torque of a probably over-boosted engine, he roared off down the runway. With 
his Mustang barely inches off the deck, I saw his undercarriage retract inwards in a classical 
"scramble" fashion. With the dust from Middleton's departure still settling, I had just given my 
harness a final tweak, when I heard a voice which sounded like "get your arse into gear Red 
Two". I wondered momentarily if I should acknowledge the call, but could not think of an 
appropriate phrase, especially as the transmitter was an officer (maybe not a gentleman though) 
with a martial arts degree.  
 
The controller in his little van had by now tired of giving me steady greens and as radio silence 
had been effectively broken by my leader's impatient remark, I was cleared for take-off by radio, 
finally catching up with Middleton around 5000 ft. There were no niceties, no leisurely practice at 
pansy formation changes. No time to marvel at the beautiful view of a Mustang close up, with the 
Pacific Ocean and white cumulus clouds as backdrop. Just a hard voice on the radio saying "go 
line astern, Red Two and stay on my tail". I dutifully did a text book drop back and slide sideways, 
until Middleton's Mustang filled my windshield. 
 
I called that I was in position and barely had the words been uttered, when the Stang nestled so 
sweetly in my gyro gunsight simply disappeared upwards. Astonished at this apparent miracle, I 
swivelled my head in all directions, ripped into steep reversal turns, looked up through the canopy 
and generally felt a right twit for losing my leader so quickly. All of my previous tail chases had 
been in Wirraways with the front bloke being an amateur like myself. After flying in circles trying 
to spot my leader, I decided he must have gone home. There was no point in wasting a nice day, 
so I found a fluffy cloud and joyously flung my aircraft directly at it, rat-tat- tatting into my oxygen 
mask and generally playing Red Barons. I had just completed a 250 knot lazy barrel roll around 
my cloud, when a voice cut across the air with, "Fight, you yellow bastard, fight!". As my call sign 
was actually Red Two, I felt that the owner of the voice on the radio was a bit offside, until I looked 
into the rear vision mirror and saw a large blue spinner. The spinner was attached to a silver 
Mustang and behind the gunsight the occupant of the cockpit wore a blue and white spotted bone 
dome and I swear I saw a glimpse of red silk scarf. 
 
After the initial shock and embarrassment, I decided to do 
serious battle and flung my Mustang all over the Williamtown 
training area trying to get Red One off my tail. I remembered 
once reading Pierre Closterman's book, "The Big Show", 
where flying a Tempest, he turned inside a German Focke 
Wulf 190 fighter by dropping a few degrees of flap to lower 
the stall speed - just enough to get the required deflection for 
firing. I hauled around in a limit turn, felt the Mustang shudder 
at the stall onset, groped for the flap lever to drop the flap that 
few critical degrees and to my chagrin, flicked inverted. I had 
missed the flap lever and inadvertently selected the adjacent 
carburettor control lever. Upside down in the flick roll, I caught 
a momentary glimpse of Middleton's Mustang rapidly rolling 
away from me to avoid a collision. He disappeared from view 
and I clearly remember the lines of his flap on the underside 
of the wing. They were 10 degrees down and I remembered 
instantly that Middleton had fought in Europe. 
 



 
 

 
RAAF Radschool Association Magazine.   Vol 76 

Page 16 

 

G 

They were happy, carefree days at Williamtown. News of pilots being shot down in Korea were 
received with some misgivings, but we felt invincible and relaxed in the knowledge that it couldn't 
happen to us. I saw a spectacular prang while watching a twelve Vampire formation take off. The 
take off was done vic formation, with the second, third and fourth formations rolling at 10 second 
intervals. An aircraft in the last formation was barely airborne and as the gear retracted, was 
caught by jet wash from the preceding aircraft. It sank back onto the runway on its belly and 
broadsided across the grass strip with great clods of dirt and dust being kicked up by the jet blast 
from its exhaust. The aircraft stopped within a hundred yards and I thought I saw a flash of flame 
in the cockpit area as the pilot hastily wound the canopy back and exited stage right. In fact the 
flame was not fire at all, just the pilot's bright red survival scarf. Damage was slight and the 
Vampire was flying within a week. The pilot escaped unhurt, but within a few weeks was posted 
missing believed killed following a midair collision in cloud with a Mustang. Pieces of wreckage 
from both aircraft were later washed up on the shores of Morna Beach near Newcastle but the 
pilots were never found.  
 
After 30 hours on the Mustang I became quite competent on the aircraft, with respectable scores 
on air to ground gunnery, rocketry and dive bombing. The course allowed for just one hour of 
night flying and that really did test our handling skills. With the canopy open, the forward vision 
could be improved whilst taxying by simply weaving the nose. No such luxury was available for 
takeoff and with only one runway flare visible on each side, the temptation to get the tail up quickly 
to get a better view was overpowering. The penalty was always a harsh swing caused by a 
combination of torque and gyroscopic effect. The single landing light also reflected back from the 
propeller disc and the flickering blue exhaust flames caused a distracting glare. Perhaps more 
frightening were the tongues of red flame that I have described earlier, licking several feet from 
the exhausts in an over-primed start. If starting into any sort of wind, the flames reached perilously 
close to the cockpit and on more than one occasion I hurriedly wound the canopy closed in fright. 
 
My one night flight was uneventful. We 
were briefed to climb to fifteen thousand 
feet and generally get accustomed to the 
sensation of night flight in a Mustang. 
Following that, we had to descend into the 
circuit and carry out a few touch and go 
landings, however, the lack of forward 
vision on my first night take off put the wind 
up me and I decided to do one landing only 
- the final one. On a previous course, a new 
pilot lost forward vision on a night take off. Following several wild swings, he closed the throttle 
and abandoned the take off run. The Mustang careered into trees at the far end of the aerodrome 
shedding various parts including the two wings. The cockpit remained relatively intact and the 
pilot was shaken but unhurt. The aircraft was a write off, but the accident did no harm to the pilot's 
career as he eventually reached Air Marshal rank! Accordingly with that accident firmly in mind, 
I flew up and down the coast with the lights of Newcastle in view until my hour was up. There 
was no way I was going to stretch my luck by carrying out touch and go landings! 
 
During the climb I had a minor fright when I felt hot air coming from somewhere around the throttle 
quadrant and convinced myself that where there is heat, there may be a potential fire. Fortunately 
I was wearing gloves which protected my wrist but it was not pleasant feeling. After I did my one 
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landing, I realized that the previous pilot had left the cockpit heat selector to full on and I had 
failed to notice this during the night pre start drill. 

 
Midway though the course we were given the Vampire MK 30 Pilots' Notes to read. There was 
no engineering course on the aircraft, although we received a useless lecture on the Vampire 
fuel pump. I recall something about a swash plate incorporated in the said pump, which if it failed 
would cause the engine to flame out. Precious little else was passed on in the way of how to fly 
a Vampire, so I knew a bit about swash plates, but SFA about high Mach number handling 
characteristics. On two previous courses, three new pilots had been killed when their Vampires 
speared in vertically following high altitude manoeuvres involving aerobatics and practice 
interceptions. There were no ejection seats on the early Vampires and it was impossible to 
abandon the aircraft at high speeds. The problem was caused by compressibility shock waves 
over two engine air inlets on the fuselage immediately behind the canopy. These air intakes 
known as Elephants Ears were a modification to improve engine efficiency in the Rolls Royce 
Nene engine. Beyond about Mach 0.80, shock waves would form on the curved intakes, affecting 
the smooth airflow over the tailplane. The loss of elevator effectiveness would show up as an 
ever increasing nose down trim, exacerbated by the increasing speed in the subsequent dive. 
 
If the pilot was too slow in closing the throttle and extending the dive brakes to prevent further 
speed build up, it was curtains, as the Vampire would pitch over into a vertical dive. Later aircraft 
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were modified by putting the air intakes under the fuselage, which apparently cured the shock 
wave problem. Both the modified Mk.31 and dual seat Mk.33 Vampires then exhibited a strong 
pitch up change of trim on reaching Critical Mach, which of course slowed the aircraft naturally. 
Eventually ejection seats were also fitted, which gave one a sense of relief. 
 
A recent book by Group Captain Brian "BlackJack" Walker, who 
test flew these early Vampires following the fatal accidents, 
described how he climbed to 40,000 ft and deliberately dived at 
high speed to investigate the reason for the compressibility 
problem. In discussing this experience he wrote, "I put it into a 
very steep dive, as steep as I dared, with not too much power, 
about three quarters, because if anything was going to happen I 
wanted it to happen fairly quickly. I soon found out. Once the 
aeroplane went over Mach 0.8, the nose got heavier and heavier 
and the aeroplane kept on endeavouring to go past the vertical 
and the controls were largely ineffective. So I closed the throttle 
and put on the dive brakes immediately and this would have been 
around 27,000 ft. The aeroplane had to be got out of a very sticky 
situation....It was pretty close and as the characteristics were so 
different to the English Vampire at high Mach numbers, it seemed to me it must have something 
to do with those wretched Elephants Ears on the upper surface of the fuselage." 
 
Now with an instructor leaning over the cockpit to show us how to start our first jet engine, we 
were sent off solo, with instructions not to go beyond Mach 0.75, lest the dreaded compressibility 
lurgy get us. Initial climb speed was 290 knots, to be attained as soon as possible after wheels 
up. This was a wonderful excuse to hold down at tree top height after take off until hitting 290 
knots. It was good fun at the time, although common sense should have dictated that it would 
have been prudent to climb a little more steeply initially, to allow a safer ejection or bale out 
altitude in case of engine failure. 
 
My overriding recollection of the single seat Vampire was the fantastic 4000 fpm rate of climb 
and the absence of engine noise, particularly after the Mustang. Apart from a strong nose up trim 
change on selecting full flap, the landings were easy. It was the first nose wheel aircraft that I 
had flown and one had to watch for tail scrapes if the aircraft was held off too high. A late go 
around from a long float could be dicey, as the turbine was slow to wind up to take off power from 
idle. The aircraft would mush just above the runway in a no man's land of high induced drag, 
flaps at barn door setting with the pilot wishing he had eaten baked beans for breakfast to help 
with the thrust! Eventually the Jet Pipe Temperature needle would head for the red line as the 
turbine would rumble its way through several potential compressor stalls on the way to 12,000 
rpm before the Vampire would be up and away. 
 
One experience I had of the slow spool up characteristics of those early gas turbines was in 1960, 
when I had to ferry a Group Captain from Laverton to RAAF Base Richmond in a dual seat 
Vampire Mk.33. He was a large man who had some difficulty fitting into the right hand seat. There 
was much heaving on parachute and ejection seat straps and some un-officer like language as 
oxygen and radio leads became entangled around his bone dome. The weather forecast for 
Richmond indicated dense cloud en route, with rain for our arrival. 
 



 
 

 
RAAF Radschool Association Magazine.   Vol 76 

Page 16 

 

J 

With external fuel tanks fitted under the wings, there was enough fuel to get to Richmond and if 
necessary divert to Williamtown fighter base with perhaps 15 minutes fixed reserve. As we 
climbed through 25,000 ft en route Laverton to Richmond and in heavy cloud, the VIP in the right 
hand seat clutched his head and complained bitterly of a severe headache. This bitching occurred 
again in the cruise and I murmured sympathetically. Approaching Canberra at 31,000 ft, I was 
having my own troubles with precipitation static causing squealing noises on the VHF and 
rendering the radio compass as useless as the proverbial whatsits on a bull. 
 
The Group Captain was getting very annoyed and testily knocked my hand from the ADF 
switches whilst shouting at me through the intercomm to stop the racket coming through the 
earphones. Again he complained of a headache and I suspected he might be suffering from lack 
of oxygen flow. Approaching Richmond, the tower advised us of low cloud and visibility half a 
mile in heavy rain, but that a Ground Controlled Approach (GCA) to 200 ft was available. I knew 
that the GCA radar was prone to losing the target due to rain attenuation and decided it would 
be safer to divert from overhead Richmond at high altitude to arrive at Williamtown with reserves 
intact. The Group Captain, who had quietened down and was content with mumbling into his 
oxygen mask, suddenly came to life. He demanded that I attempt the GCA, as he had an 
important engagement that day. I tried to explain that the weather was bad news and that we 
could be critically short of fuel if we failed to get in first go. 
 
The Group Captain was normally a most pleasant chap 
to work with, but his irrational manner throughout the 
flight reminded me of a fighting drunk. I reluctantly went 
along with his demands and we pitched over from 31,000 
ft into a 4000 fpm initial rate of descent. I mentally went 
over the missed approach procedure as we were guided 
by GCA on to final approach. At 500 ft, GCA advised that 
visibility had dropped to under half a mile, with 
indeterminate cloud base. The missed approach required 
an immediate left turn through 90 degrees and I 
remembered that with external tanks fitted, the landing 
gear had to be selected up without delay otherwise the gear flipper doors would not close. This 
was because of suction in between the gear doors and the curved side of the adjacent external 
fuel tank. 
 
At 200 ft, the controller gave us a slight heading change and advised that as we were now at the 
minimums we should look ahead and land visually. He was clearly an optimist because I was 
unable to see anything due to the heavy rain. The time had come to give it away and exit stage 
left. As I opened up to climb power, the Group Captain grabbed the control column, closed the 
throttle, shouting that he had the runway to the right. We went into a high rate of descent, as I 
realized that what he thought was the runway was actually the long parallel taxy-way! At this point 
I thought bugger this for a joke and pulling aircraft captain rank, firmly told him I had control, "Sir". 
 
Advising ATC that we were diverting, I pushed the throttle fully open and began a left climbing 
turn, whilst retracting the gear and flaps. The engine took ages to wind up from the idle closed 
throttle setting that the Group Captain had left me with and there was much loud rumbling and 
rocketing jet pipe temperatures. The port red gear warning light stayed on, so I adjusted the nose 
attitude to keep the speed back. It was the first time I had done an overshoot with external tanks 
fitted, particularly in cloud and with an irate VIP sitting next to me. 
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I was locked on instruments in a climbing turn, when I became aware of my passenger pushing 
on the stick and saying, "Watch the speed man, watch the speed". I pointed out to him through 
gritted teeth that the bloody flipper door was not closing and that I had to keep the speed back to 
minimize the external tank suction effect. To my relief the red light went out and we soon 
accelerated to 290 knots as we passed overhead the Richmond NDB en route to Williamtown. 
 
Sydney ATC asked for our ETA at Williamtown and I muttered that I didn't have a clue, just kindly 
give me an immediate clearance to cruising altitude. As we climbed rapidly through 20,000 ft the 
Group Captain began his head shaking and again complained of headaches. He had his 
problems and I had mine, in particular rapidly diminishing fuel contents. Ten minutes later we got 
our descent clearance and with the fuel gauges hovering near empty we were vectored into yet 
another high altitude VHF/DF let down. We became visual at 1500 ft and were soon on the 
runway. 
 
As I taxied towards the tarmac area, the 
canopy began to mist over with 
condensation. I was therefore grateful when 
the Group Captain volunteered to stand up in 
the cockpit and guide me to the parking spot. 
He undid his harness and attempted to stand 
up, only to be dragged back, garrotted by the 
radio leads attached to his bone-dome. His 
curses were terrible to hear and I silently thanked the Lord that the sound of the Nene engine 
drowned the muffled sound of my hysterical laughter into my oxygen mask. 
 
On the tarmac and with the engine winding down, I suggested to the Grouper that we could refuel 
and have another go at getting into Richmond in an hour or so. "Forget it", he said, "I'll catch a 
TAA flight to Sydney and get a train to Richmond". With that we went our separate ways. 
 
Whilst the oxygen system was being serviced, an engineer found that the passenger side oxygen 
hose had completely separated from its supply box. During strapping into the small cockpit of the 
Vampire at Laverton, the Group Captain had inadvertently pulled his oxygen hose from its supply 
socket. When he tested the mask for correct flow, all he inhaled was fresh air! A less fit man 
would have been unconscious at our high cruising altitudes, but in this case the effect of anoxia 
caused only severe headaches and irrational behaviour. 
 
Back now to the fighter course and fuel endurance was always a problem with the Vampire 
because on landing after a one hour sortie, there was less than 10 minutes of fuel remaining in 
the tanks. I recall reading in "Flight" magazine an amusing anecdote where a visiting American 
Super Fortress pilot in England was offered the opportunity to fly a Vampire. He had been used 
to flying 10 hour trans Atlantic flights in the B29. On being briefed that the endurance was just 
over an hour to empty tanks, he became quite worried and remarked that as far as he was 
concerned he was in a Mayday situation even before starting the engine! 
 
I enjoyed flying the Vampire and especially the exhilarating sensation of flying at 350 knots at 50 
feet above the sea near Seal rocks during low level navigation exercises. I look back in time and 
thank the Lord I didn't hit any sea gulls at that speed. In terms of pure flying skills both visual and 
instrument flying, I had no problems with the Mustang and Vampire. This was due to the first 
class training which we received on our pilot training course. Simulated instrument flying on 



 
 

 
RAAF Radschool Association Magazine.   Vol 76 

Page 16 

 

L 

Wirraways was done with the use of amber window screens and polaroid goggles, which gave 
excellent simulation with no peripheral vision. We were taught instrument flying shortly after first 
solo and my Wings test at Point Cook included, amongst other things, an 8 turn spin on 
instruments. This training stood me in good stead when many years later, I had to carry out a 
steep emergency descent in cloud at night, following a pressurization problem in a Boeing 737. 
But that is another story.....  
 
 
 

The World Health Organization has announced that dogs cannot contract Covid-19. 
Dogs previously held in quarantine can now be released. 

To be clear, WHO let the dogs out. 

 
 
 

Crash Comics. 
 
Back in the 1960s, 1970s and 1980s, a must read for everyone who was involved in aviation in 
Australia was the Aviation Safety Digest. 
 
Universally known and loved throughout the 
Australian aviation industry as the ‘Crash Comic’, 
for nearly forty years the Aviation Safety Digest was 
an icon.  
 
During the austere days of war, civil aviation in 
Australia had been cut to the bone, strategic 
airlines and outback medical services being 
virtually the only exceptions. But with the war’s end 
in August 1945, civil flying quickly resumed and, 
perhaps more than any other public activity, was 
plagued with the difficulties of transitioning from the 
exigencies of war to the different but equally 
demanding disciplines of peace. 
 
The mood of the times was hardly an ideal one in 
which to develop a high standard of conformity to 
operational procedures. Pilots taking up civil flying 
were for the most part men freed from the 
constraints of service life who had sharpened their 
skills in the climate of action against the enemy and 
had been thoroughly conditioned to calculated risk-taking. Added to this was the fact that ex-
disposal aeroplanes, particularly Tiger Moths, Dragons and Ansons, could be had almost for a 
song and were available in quantity. Small wonder then that something of a cavalier attitude 
tended to prevail as newly-founded commercial and private operations began to proliferate. 
Inevitably the number of aviation accidents began to rise. 
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Because of the difficulties in which the industry found itself, the newly structured Department of 
Civil Aviation (DCA) saw the need to examine the problem in depth, and in 1946 an Accident 
Studies Branch was formed as part of the then Directorate of Air Navigation. As it set about 
gathering information from which to develop safety 
standards, this Branch found that the relatively 
small number of accident reports available made it 
difficult to draw worthwhile conclusions from 
accident statistics alone. The Branch therefore saw 
a need for some system of industry report, not only 
for actual accidents, but for any instance in which 
the safety of an aircraft was compromised. Thus the 
air safety incident reporting system, then unique to 
Australia, was born – the infamous 225! 
 
Through the new incident system many 
deficiencies came to light, but at first only those 
directly associated with them knew of the 
consideration a report had been given, or of the 
resulting action. Before long however, it was 
evident that there would be benefit in publicising 
these findings for the edification of the whole 
industry and so it was in March 1948 that the 
Department’s Monthly Summary of Incident 
Investigations consisting of six roneoed pages 
stapled to a blue paper cover first found its way to 
the offices of airlines, charter and aerial work operators, and aero clubs. Limited by an extremely 
tight budget, only 400 copies were available for this initial distribution but even this did not daunt 
the prophetic note of its editorial: “…it is felt that the educative data from such reports would 
prove most informative and beneficial if accorded a wider circulation.” 
 
How right it was! Interest in the summary grew and in 1950 its content was expanded to include 
local and overseas accidents and with these changes the new title Summary of Accident and 
Incident Investigations was adopted. 
 
Not long after this time, the Accident Studies Branch and the Department’s Accident Investigation 
Branch, both of which had been separate entities, were merged to form the group which later 
developed to become the Air Safety Investigation Branch (ASIB). The merger added impetus to 
the need for accident prevention through safety education and in June 1953 the Accident and 
Incident Summary as it had come to be known, found fulfilment in a new publication, printed 
letterpress with a yellow board cover under the inspired title Aviation Safety Digest. The first issue 
offered a greatly improved type of presentation and for the first time was distributed individually 
to all licence holders. “For some time we have been of the opinion that the wide interest displayed 
in the Accident and Incident Summary merited better presentation of this material,” explained the 
Foreword. “Our efforts have resulted in the Aviation Safety Digest, the first edition of which we 
now present.” 
 
Though from the first the Digest was to be issued quarterly, its production schedule soon ran into 
difficulties. At that stage the preparation of articles was the responsibility of the normal air safety 
investigation staff – there was no Digest staff as such. Not long after Digest No 3 had been 
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distributed the first Australian-registered Viscount 
crashed during a training exercise at Mangalore. 
The subsequent investigation taxed the resources 
of the Branch to the limit, and it was almost a year 
before the next issue of the Digest – a small edition 
containing only the Mangalore accident report – 
was in the hands of its readers. A series of other 
fatal accidents requiring major investigations 
followed, with the result that again more than 12 
months were to elapse before the Branch could 
recover sufficiently to produce Digest No 5 in 
February 1956. 
 
From that time on production became reasonably 
regular but as the Branch became increasingly 
taken up with day-to-day investigation work, those 
responsible for the Digest were forced to depend 
more and more on content adapted from overseas 
safety publications. So much so that by 1959 the 
comment most often heard on the Digest was ‘not 
enough Australian stuff’. Even so the presentation 
of the magazine continued to improve and in Digest 
No 14 the traditional yellow board cover was 
dropped in favour of glossy art paper. The Digest was beginning to look like a magazine! 
 
As issue succeeded issue the rapidly expanding aviation industry was demanding still more of 
the Branch’s effort, and it was finally realised that the only solution to the problem of issuing the 
Digest regularly was to appoint specialist staff to produce the magazine. Accordingly, in 1964, 
the Digest gained its first full-time editor, Macarthur ‘Mac’ Job, his first task being to make good 
the four-month production lag that had developed over the years and to ‘Australianise’ its content. 
Emphasis was also given to including effective illustrations to support and enhance the message 
of the text. 
 
By 1967, in response to many requests from readers and with the increased safety information 
available from a burgeoning aviation industry, the Branch felt the time had come to increase the 
frequency of the Digest from four to six issues a year. To cope with the increased workload an 
assistant editor was appointed and appropriately the new policy was announced in Digest No 50. 
“With this, its fiftieth issue, Aviation Safety Digest takes a further step forward in serving the 
interests of air safety…” explained the editorial, “…the Department hopes the publication will be 
able to more effectively fulfil its function…and that all who have a part to play in the operation of 
aircraft…will strive for operations that are as accident free as it is humanly possible to make 
them.” 
 
All this time the number of licence holders receiving the Digest, free of charge, had been steadily 
growing. By the beginning of 1972 the production run of copies had reached a point where a 
change from letterpress to offset printing became economical. This immediately gave scope for 
greater flexibility in lay-out with the result that more imaginative design and illustration began to 
characterise the Digest from issue No 79 onwards. The effectiveness of the presentation and 
content gained international recognition in 1972 when the United States Flight Safety Foundation 
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named the Digest as its ‘Publication of the Year’. A further step in the evolution of the Digest was 
taken in 1973 when, with the issue of Digest No 86 the standard international A4 size was 
adopted in place of the original smaller format. 
Although, for a variety of reasons, the Digest had 
some difficulty maintaining its objective of six 
issues per year, there was some consolation that a 
typical issue of the Digest contained almost twice 
as much copy as did Digest No 50 and its 
contemporaries.  
 
The Digest carried on at its usual high standard. Of 
particular note, 1976’s Digests No 96 and 97 were 
‘Special Reference Editions’ in which articles from 
previous Digests, suitably updated, were collected 
in an attempt to, as the editorial put it, “…not only 
meet the needs of pilots new to the industry, but 
also serve to refresh the understanding of those 
practising pilots who have forgotten some of the 
classic, oft-repeated operational situations which 
can be accidents in the making.” Digest No 100 of 
1977 provided a chance to look back at what had 
been achieved over the previous 24 years, from 
which the foregoing material has been taken. 
 
Not long after however, a blow came when long-
serving editor Macarthur Job, who had done so 
much to improve the Digest, left the Department. With Mac’s departure came a subtle change in 
style and balance. Although still containing much good and useful information the Digest became 
drier, lacking the consistency of Mac’s unique ability to write in a way that spoke to everyman – 
to get the safety message across in an enjoyable yet pungent manner. 
 
Budgetary problems also began to affect the Digest. In No 114 of 1982 an editorial by the new 
Secretary of the Department announced the creation of the Bureau of Air Safety Investigation as 
an independent entity within the Department, to which the Digest would belong. He also stated: 
“Finally, it has been brought to my attention that there have been statements by various sources 
that publication of the Aviation Safety Digest is to be discontinued. I hasten to assure you that 
this is not the case.” He went on to explain, “The frequency of the magazine has been restricted 
in recent times by difficulties in recruiting and retaining suitable personnel within the Bureau of 
Air Safety Investigation. The consequent staff shortage resulted in a situation where the 
exigencies of day-to-day accident investigation had to take precedence, temporarily, over the 
requirements of the Digest.” 
 
Digest No 117 of 1983 introduced a new feature which would remain part of the Digest until 1988. 
This was a section containing a Summary of Aircraft Accidents – short descriptions of all 
accidents that either occurred or had reports finalised in the previous quarter (the Digest having 
once again settled on being a quarterly issue). 
 
Nineteen-eighty-six saw another major change to the Digest when it was transferred from BASI 
to the Flight Standards Division of the Department, ending its thirty-two year association with the 
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safety investigation branch. A final editorial by the 
Director of BASI in No 128 explained “The…Digest 
was part of the Bureau’s safety education unit. With 
the transfer of this unit to Flight Standards it will be 
possible to achieve better co-ordination of regulatory 
and safety education functions by having both under 
the control of the one division. It is also important 
that the Bureau should not be seen to have the dual 
role of investigator and educator.” Prior to the 
transfer, the Bureau also produced a special on 
Visual Flight. 
 
Some of the difficulties of the previous years were 
overcome when David Robson was appointed as the 
new editor from Digest No 131 of Summer 1986/87 
with a promise to “make the magazine more positive, 
more constructive and more readable.” The Digest 
took on a new style and focus. A major step was the 
issue of well-received specials The Human Factor 
and Gliding in 1986, and in 1987 the US Flight Safety 
Foundation again awarded the Aviation Safety 
Digest its best publication award. The editorial 
recording this award also commented, “Equally 
important was the news from W.A. that the Digest is so well regarded that it is hung on a string 
in the ‘loo’.” 
 
The Spring of 1988 issue of the Digest, No 138, saw the announcement of the formation of the 
Civil Aviation Authority, under which the Digest would continue to be produced – and also the 
departure of editor David Robson. The editorial in No 139 reported on the results of a readership 
survey. In contrast to the results of an earlier survey in 1978 when 63% of readers surveyed 
responded, only 61 returns were received from 40,000 questionnaires distributed. The editorial 
noted that “This may be accounted for by the comment offered by one respondent on a photocopy 
of the survey page. ‘I don’t like cutting up my Digests’.” The editorial also announced that 
feedback had been received that readers missed the Summary of Accidents section and that 
BASI would be producing their own journal which would in the future be distributed with the 
Digest. 
 
It could be said that the separation of the Digest from its roots in the air safety investigation 
organisation sowed the seeds of its eventual downfall. The Digest was no longer the ‘crash comic’ 
that was known and loved. Its home in the Civil Aviation Authority, an organisation becoming 
more and more focused on economic matters, did not sit easily. A succession of editors, first Al 
Bridges for two issues and then Roger Marchant did not help matters. Finally, thirty-eight years 
of service to the industry came to an end in 1991 when a terse statement by the General 
Manager, Safety Regulation and Standards Division in Digest No 150 announced that the earlier 
readership survey “…indicated inadequate support to warrant [the Digest’s] continuation…”, and 
the abrupt end of the Aviation Safety Digest. 
 
The editorial for that final issue did perhaps have the last word by quoting from the acceptance 
speech of one of the winners of a 1991 photographic competition organised by the Digest. Of the 
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Digest, Lindsay Stepanow had this to say: “…as for the Digest, it’s been a constant with pilots 
over the decades. Rules, charges and aeroplanes may change over the years, but ASD has 
always been there. It dispenses advice that on occasion may seem obvious (sometimes you think 
‘Bloody fool! How’d he get his licence?’), but most of the time you think ‘Gee, I’m glad someone 
told me about that before it happened to me’. The magazine gives you more of a chance to 
combat the cruel tricks that Fate and Nature can play, and for the non-professional pilot, whose 
experience and currency levels may be variable, it is a way to acquire constant updating of 
aviation knowledge, particularly through the hard-earned experience of others.” 
 
 
If you want to relive those days and read some past editions, you will find the lot HERE  
 
 
 
 

Whatever you do, always give 100% unless you're donating blood 

 
 
 
 
  

https://www.atsb.gov.au/aviation/aviation-safety-digest/
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Course updates. 
 
Phil Witts got in touch, he said:  “Hi Trev, Had an idea . What if we do a where are they now 
based on the Radschool courses. Probably best to do it with the Radtech courses and the RMT 
courses that came later. Just an item in the Radschool magazine and get people to reply with 
their own situation and location. Blue Farrell from 3 Sqn association did the same thing but 
wanted a story of when people discharged and what they did with their lives after the RAAF. My 
idea is easier and shorter with just the basics of NOW. 
 

 
I will start with my course 41RTC. (back row – 2nd from left) I am retired with 3 children and 6 
grandchildren and live in Endeavour Hills Victoria.” 
 

 
 

         Where are they now? 
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Good idea Phil – I (front row – 5th from left) live in Brisbane, am retired, apart from the 8 days a 
week I spend on the magazine. I have 4 children and 4 grand-kids. 
 
Sadly, when I look at the pic above I can see quite a few faces that are no longer with us – I’m 
pretty sure I know of 6 that have gone far too early, there could possibly be more. This pic was 
taken back in 1967, nearly 55 years ago, when we were all mates, all fit young blokes, excited, 
full of dreams and looking forward to life and what it had in store for us.  Time can be so cruel. 
 
If you’re in the pic let us know where you are today and also please let us know names of those 
that are fixing radios in the clouds. 
 
 
 

2AD Prop Flight 
 
Peter Taylor sent us this pic, he said: “Here's some Sumpies from 2AD Prop Flt sometime prior 
to May 73 when I arrived there from 3SQN Butterworth. Possibly late 72 as I know a few faces 
that I can't name but here are those that I do. 
 

 
Back Row L-R: Mick Trommp,  George Wooldridge (commissioned during my time there, don’t 
remember,  Dick Coffee,  Rob Flett, don’t remember,  don’t remember,  don’t remember,  Peter 
Hartley.  
Centre L-R:  Barry Starling, Les Harrison,  don’t remember,  don’t remember,  Daryl Cutting,   
(possibly) Paul O'schadlin,  don’t remember,  don’t remember,  don’t remember,   
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Front Row L-R:  Don’t remember,  SGT Brian Francis Gillis (BFG),  don’t remember,  don’t 
remember,  Viv Baker,  Gerry White,  SGT Barry Fitzell,  Don Radburn. 
 
If you can fill in the blanks – please do. 
 
 
 

97 Engine Mechanics Course – 1967 

 
 
 

When I was young I wanted to play the guitar really bad. 
And now, after years of hard work, practice and determination 

I can play the guitar really bad. 
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When Sumpies were really Sumpies. 

 
Kev Thompson sent us this – I’m afraid he’s right!! 
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Wagga 1948 
 

 
Some of the hundreds of disposal aircraft stored at the entrance to Wagga back in 1948. The 
entrance to the base can be seen top centre of the pic. Apart from the terrible cost of life, war 
wastes an enormous amount of equipment. 
 
 
 

 
 

Wife said, here’s $50, get the dog a jacket, if there’s any money left over get yourself a few beers. 
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41 Electrical Fitter’s Course, 1967 

 
Ray Zieba (centre front row) sent us this. 
 
 

 
 

Collingwood Supporter! 
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Thank You! 
 
On Friday the 17th December, the very generous Thai Dang and is lovely wife Diamond, invited 
up to 200 people to the Landmark Restaurant in Sunnybank (southern suburb of Brisbane) for a 
“thank you” Christmas get together. 
 
Thai is a Vietnamese. (You can see his story HERE). Some years ago he was diagnosed with 
cancer and things were pretty close to being terminal but the good people at the PA hospital in 
Brisbane gradually coaxed him back to good health. 
 
As a thank you to the doctors and nurses at the PA who helped him through that terrible illness 
and to those that fought on the side of the South Vietnamese back in the 1960s, for the past few 
years Thai and Diamond have put on a lavish evening as a way of saying thank you. 
 
Along with many others, Stu Cooper and I were invited.  

 

https://youtu.be/kR44VqngpZU
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We were among the 170 other people who enjoyed the evening. 
 

 
 

 
 
 
 

Who hates speeding tickets? – raise your right foot. 
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Santa was there of course and Stu made sure Santa knew he had been a good boy all year. 
 
 

 
 
And when he wasn’t chatting up Santa he was chatting up the pretty girls. 

Thien Nguyen,  Kim Nguyen,  Van Pham. 
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John Cunnington and his lovely wife Eileen were given, what they hoped, was a lucky ticket by 
Thien Nguyen. John and Eileen were two of the several members of the Vietnam Vets Assoc 
Sunshine Coast who travelled down from the Coast to enjoy the evening.  

 
 
Not to be outdone, Mrs Santa also did the rounds giving out lovely little gifts. Obviously both Stu 
and I had been good boys because Mrs Santa dropped in. 
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Thai and Diamond – on behalf of Stu and myself, thank you for your amazing generosity, it was 
a wonderful gesture, a wonderful evening and we hope to see you at a RAAF Vietnam Lunch in 
the new year. 
 
 
 

Covid? 
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DVA Issues 
 
 

 
 

Funeral Benefits. 
 
On the 7th November 2021 I wrote to the Federal Minister for Veterans Affairs, Andrew Gee MP 
and also to the Labor Shadow Minister Shayne Neumann, asking them to tell me why a veteran 
who is covered under the VEA is entitled to $2000 to assist with the cost of his/her funeral while 
a veteran covered under the MRCA is entitled to $11,459. 
 
I asked the Federal Minister “Does the Liberal Government intend to remedy this injustice?” and 
asked the Shadow Minister “What would a Labor Government do to remedy this injustice.” 
 
The Federal Minister’s Office replied on the 29th November 2021. His reply: 
 

“Mr Trevor Benneworth 
Secretary/Treasurer 
The Radschool Association Inc. 
trev@radschool.org.au 
 
 
Dear Mr Benneworth 
 
Thank you for your correspondence of 7 November 2021 to the Minister for 
Veterans’ Affairs concerning funeral benefits under veterans’ legislation. Your 
correspondence has been forwarded to the Department of Veterans’ Affairs for 
response. 
 
You are correct in your understanding that the level of payment for funeral benefits 
under the Veterans’ Entitlements Act 1986 is lower than under the Military 
Rehabilitation and Compensation Act 2004. Under the Veterans’ Entitlements Act 
1986, a payment of $2,000 is available for a larger group of eligible veterans, and in 
some limited circumstances, their dependants. This amount is designed to help 
support families during a difficult time, but was never intended to reimburse the 
entire cost of a funeral. 
 
This is different to the support available to veterans under other legislation 
administered by the Department of Veterans’ Affairs. Under the Safety Rehabilitation 

../pdf/MC21-004471.pdf
mailto:trev@radschool.org.au
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and Compensation (Defence-related Claims) Act 1988, and the Military 
Rehabilitation and Compensation Act 2004, a larger reimbursement amount of up to 
$12,603.88 is available, but with strict eligibility criteria, and therefore a much more 
limited group of eligible veterans. This amount is intended to cover the cost of a 
funeral. Eligibility for the funeral payment under the Safety Rehabilitation and 
Compensation (Defence-related Claims) Act 1988, and the Military Rehabilitation 
and Compensation Act 2004 is limited to clients who:  
 

• died as a result of a condition accepted under those Acts; or 

• were eligible for the Special Rate of Disability Pension under the Military 
Rehabilitation and Compensation Act 2004; or 

• have been assessed at 80 or more impairment points under the Military 
Rehabilitation and Compensation Act 2004. 

 
I understand that you are disappointed with the amount of funeral benefit available 
under the Veterans’ Entitlements Act 1986. Any increase to the amount of funeral 
benefit payable under the Veterans’ Entitlements Act 1986 would be a decision for 
the Australian Government. As this would involve additional expenditure, it would 
need to be considered in the Australian Government Budget process. The 
Department of Veterans’ Affairs will consider your views when developing advice to 
the Australian Government about potential future policy changes. 
 
 
Thank you for taking the time to write. 
 
Yours sincerely 
Veronica Hancock 
First Assistant Secretary 
Veteran and Family Policy Division” 
 
 

At least they answered me, the Labor Shadow Minister hasn’t even bothered to reply. What 
seems incongruous to me is, they know it’s discriminatory but aren’t prepared to do anything 
about it. 
 
 
 

The Royal Commission into Veteran Suicide. 
 
Group Captain (Retd) Carl Schiller, OAM, CSM, the National President of the Air 
Force Association has submitted a well thought-out and researched submission 
to the Royal Commission. You can read it HERE. 
 
The Commission began its hearings in Brisbane on the 29th November 2021 at 
the Brisbane Convention Centre. The hearing was open to the public but due to 
Covid restrictions, those wishing to attend had to pre-register. It will release its 
report in 2023 – that’s right, 2023!!. 

../pdf/AFA-Submission-to-RC-Defence-Veteran-Suicide.pdf
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The Chairman of the Royal Commission is Nick Kaldas, Nick was the Deputy Commissioner of 
the NSW Police Force, he received the terms of reference on the 8th July 2021.In short, the 
Royal Commission will inquire into systemic issues and common themes related to Defence and 
veteran death by suicide, including the possible contribution of pre-service, service, transition, 
separation and post-service issues and other matters believed by the Royal Commission to be 
relevant to its inquiry. You can read the full terms of reference HERE. 
 
 
Opinion. 
 
A lot will be said, a lot of sad people will be identified, a lot of terrible problems will be heard, it 
will cost a lot – but at the end of the day, what will it achieve? Back in 2019 the Commonwealth 
Ombudsman found that some men and women had been provided with misleading and incorrect 
advice about their rate of retirement pay. That was 2 years ago, men and women were promised 
a fix to the DFRDB debacle but what has happened.  
 
Answer = Nothing!   
 
Those on a TPI pension have been robbed of its true value – politicians promise 
a lot but what have they done: 
 
Answer = Nothing!   
 
You can bet the same will come from this Commission, a lot of media coverage while it’s in 
progress, then on completion there will be a million pages printed and bound into expensive 
books which will be paraded for all to see and which will then be sent to the archives, the whole 
thing will fade away and we’ll have another inquiry into something else. And what will be done? 
 
Answer = Nothing!   
 
It is estimated that this Commission will cost $174M plus. The huge amounts of money that are 
spent running these Royal Commissions and Enquiries is sinful. In a lot of cases, a fix would cost 
$100 – but what do they do, they hold an enquiry which costs $200. It’s madness.  
 
As Gough once said – It’s time for a change!!! 
 
 
 

DVA grants open now. 
 
Veteran and Community Grants Program 
 
The objective of the Veteran and Community Grants Program is to maintain and improve the 
independence and quality of life for members of the Australian veteran community by providing 
funding for projects that sustain or enhance health and wellbeing. Information about applying for 
this round can be found on the Community Grants Hub and GrantConnect. 

https://defenceveteransuicide.royalcommission.gov.au/about
https://defenceveteransuicide.royalcommission.gov.au/about/terms-reference
https://www.canberratimes.com.au/story/7248564/veteran-suicide-inquiry-to-cost-174m/
https://www.communitygrants.gov.au/grants/2021-5883
https://www.grants.gov.au/Go/Show?GoUuid=856edda3-fc03-4923-823c-dc5a0d45f863
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Supporting Younger Veterans Grants Program 
 
The Supporting Younger Veterans Program provides grants to ex-service organisations and their 
partners to deliver services for the younger veterans’ community that build capacity for the future. 
The grants also help raise awareness of the issues faced by the younger veterans’ community. 
Information about applying for this round can be found on the Community Grants Hub and 
GrantConnect. 
 
Applications for both rounds close 9:00 pm AEDT on 20 January 2022. 
 
 
Saluting Their Service Commemorative Grants Program 
 
The Saluting Their Service Commemorative Grants Program aims to preserve Australia’s 
wartime heritage and to involve people around the country in a range of projects and activities 
that highlight the service and sacrifice of Australia’s service personnel in wars, conflicts and 
peace operations. Information about applying for this round can be found on the Community 
Grants Hub and GrantConnect. 
 
Applications for this round close 11.00pm AEDT on 8 February 2022. 
 
 
VETAFFAIRS 
 
We are calling for articles for the next edition of the VetAffairs paper. If you have a story to tell 
that showcases some of the things happening in your community in health and wellbeing, we 
invite you to write a short article with a photo and submit it for consideration. They ask for articles 
about 300 words in length with a high resolution photo. 
 
You can send those through to your local CSA or straight to vetaffairs@dva.gov.au. The deadline 
for the next edition is 1 February 2022 (which is only about 6 weeks away). 
 
 
DVA TV 

 
We are thrilled to advise that DVA has launched its newest communication channel to provide 
updated information, support and recognition to the Defence and veteran community. DVA TV 
will publish a wide variety of video content to a YouTube Channel dedicated to veterans and their 
families, about DVA’s services and the support that is available. Content on DVA TV will range 
from guides to accessing support, such as how to use MyService, to capturing and sharing 

https://www.communitygrants.gov.au/grants/2021-5883
https://www.grants.gov.au/Go/Show?GoUuid=856edda3-fc03-4923-823c-dc5a0d45f863
https://www.communitygrants.gov.au/grants/2021-5883
https://www.communitygrants.gov.au/grants/2021-5883
https://www.grants.gov.au/Go/Show?GoUuid=856edda3-fc03-4923-823c-dc5a0d45f863
mailto:vetaffairs@dva.gov.au
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commemorative services, showcasing individual stories of service and posting important 
announcements from the department. 
 
DVA TV will provide overviews and insights into the services available to the veteran community, 
including support for families, mental health programs, financial assistance and claims support, 
transition stories and messages of hope from the positive impacts that programs such as the 
Psychiatric Assistance Dogs Scheme is having on veterans’ lives. We are keen to ensure that 
DVA TV provides informative videos on topics that you want to know more about and we welcome 
your suggestions for future content. Please feel free to email suggestions either to your local 
state team or directly to communications@dva.gov.au. 
 
To access it, just open YouTube then in the search box at the top type DVA TV, hit your Enter 
key then click the blue circle to open it.  it. Don’t forget to subscribe to the channel to be notified 
of new content! 
 
 
DVA HEART HEALTH PROGRAM  
 
The Department of Veterans’ Affairs (DVA) is offering a 52-
week program designed to improve physical health and wellbeing for returned veterans, 
peacekeepers and those covered under the ADF firefighter scheme. It is available to individual 
veterans, as well as groups. 
 
Click HERE  and  HERE to find out more. 
 
If you would like to discuss these program opportunities or apply to participate, you can visit the 
Heart Health website on http://www.veteranshearthealth.com.au/  Alternatively, you contact 
Corporate Health Management on 1300 246 262 or email: hearthealth@chm.com.au 
 
 
COMMUNITY HEALTH AND WELLBEING 
 
R U OK? want to remind everyone that Christmas can be a difficult time for many Australians 
and encourage you to make a real difference in someone’s life by giving the ‘Gift of Conversation’. 
ESOs can download a variety of resources and information to use on social media and websites 
HERE.  
 
HIPPY Home Interaction Program for Parents and Youngsters – This is a free two-year home-
based early childhood program that involves both one-on-one and group sessions, fun 
excursions and also offers some parents’ employment. Find out more on HIPPY Australia HERE. 
 
 
 

Accessing your COVID vaccination certificate.  
 
Vaccinations are currently top of everyone’s mind. They are the best way to protect ourselves 
and our community. Not surprisingly, veterans have been asking for information about how to 
get a COVID vaccination and how to access their vaccination certificate. 

mailto:communications@dva.gov.au
https://www.youtube.com/
https://www.veteranshearthealth.com.au/
../pdf/Heart%20Health%20Program%20Flyer.pdf
http://www.veteranshearthealth.com.au/
mailto:hearthealth@chm.com.au
https://www.ruok.org.au/christmas?utm_source=Workplace+Champions+Campaign&utm_campaign=027500b9ab-EMAIL_CAMPAIGN_2021_12_08_11_44_COPY_03&utm_medium=email&utm_term=0_baef647c95-027500b9ab-356016540&mc_cid=027500b9ab&mc_eid=54e1059890#HowtocheckinatChristmas
https://hippyaustralia.bsl.org.au/hippy-sites/?tx_hippysites_sitesdirectory%5Bstate_id%5D=1&tx_hippysites_sitesdirectory%5Baction%5D=index&tx_hippysites_sitesdirectory%5Bcontroller%5D=Sites&cHash=519d8042cc463e2bdecd670fc96add85
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Getting your vaccination certificate. 
 
Once you’ve had the jab, there are a few ways that you can get your vaccination certificate. If 
you received your vaccination through your regular GP clinic, the simplest way is to ask them to 
print a copy for you. Alternatively, you can phone the Australian Immunisation Register (AIR). 
Call their dedicated Veteran and Defence Support Line on 1800 653 809, select Option 4 and the 
helpful hotline staff can mail you a copy of your certificate. The AIR Veteran and Defence Support 
Line can also help you check if you already have a Medicare number. Many veterans do have a 
Medicare number but aren’t aware of it, so it is worth checking. 
 
If you have a Medicare number, you can access your digital COVID vaccine certificate through 
myGov and via the Express Plus Medicare app on your mobile phone. There are some easy-to-
follow instructions available on the ‘How to get proof of your COVID-19 vaccinations’ page of the 
Services Australia website. If you are a DVA card holder and do not have a Medicare number, 
you will need to access your My Health Record and link it to your myGov account. The Australian 
Digital Health Agency has a help line on 1800 723 471 (24 hours, 7 days a week). They will verify 
your identity and give you an access code (also called an Identity Verification Code) to link your 
My Health Record and MyGov account. This way, you will be able to get a digital copy of your 
vaccination certificate via MyGov. 
 
There are many answers to COVID questions on this site. ‘COVID vaccination roll-out FAQ’ page, 
however, if you have any specific concerns you should talk to your trusted GP. 

 
 
 

Disability Pension changes 
 
From 1 January 2022, the DVA Disability Pension will be removed from the income test for Social 
Security payments. This will simplify the way income support payments are calculated, indexed, 
and administered by DVA and Services Australia. The initiative will exempt the Disability Pension 
from the Social Security Act 1991 income test and the rent assistance test under the Veterans’ 
Entitlements Act 1986. 
 
As part of these changes Disability Pension will be re-named ‘Disability Compensation Payment’ 
to better reflect the nature of the payment. 
 
The Defence Force Income Support Allowance (DFISA) will no longer be paid because the 
Disability Pension will not reduce income support payments from Centrelink and Age Pension 
from DVA. These payments to affected Disability Pension recipients and their partners may 
increase. DVA Disability Pension will no longer affect the Rent Assistance of Service Pension, 
Income Support Supplement and Veteran Payment recipients. This means that Disability Pension 
recipients and their partners may receive increased Rent Assistance payments, or receive Rent 
Assistance for the first time if they are renting privately. 
 
DVA would have contacted you towards the end of 2021 if you may become entitled to Rent 
Assistance to invite you to update your accommodation details so that your Rent Assistance is 
calculated on up to date information. If they haven’t, you can update your details online using 

https://my.gov.au/LoginServices/main/login?execution=e1s1#/
https://www.servicesaustralia.gov.au/individuals/subjects/getting-help-during-coronavirus-covid-19/covid-19-vaccinations/how-get-proof-your-covid-19-vaccinations
https://www.digitalhealth.gov.au/frequently-asked-questions
https://www.digitalhealth.gov.au/frequently-asked-questions
https://www.dva.gov.au/health-and-treatment/coronavirus-covid-19/covid-vaccination-roll-out-faq
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MyService via myGov. If this is not possible, you can contact DVA via phone 1800 838 372. You 
will need to provide evidence of the rent you pay. 
 
Rent Assistance is payable to Service Pension, Income Support Supplement and Veteran 
payment recipients who pay rent of more than the rent threshold of, as at 1 July 2021, $127.60 
(singles) and $206.40 (couples combined) per fortnight. You cannot receive Rent Assistance if 
you live in state or territory government public housing. If you or your partner already receive 
Rent Assistance with a Family Tax Benefit payment from Services Australia, you will not be 
eligible for Rent Assistance from DVA as well. 
 
The current fortnightly rate of Rent Assistance is: (These figures are adjusted every March and 
September) 
 

Status Threshold/fortnight Max Rent assistance paid 

   

Single $127.60 $142.80 

Married (combined) $206.40 $134.60 

Illness separated (each) $127.60 $142.80 

 
 
 
 

Don’t say thanks. 
 
Public servants at the Department of Veterans’ Affairs have been ordered by 
the Minister for Veterans Affairs, Andrew Gee, to stop using the term “thank 
you for your service”, a phrase that has grown in popularity as a public sign of 
gratitude towards men and women who have served in the armed forces. 
 
Seems he feels we have nothing to be thanked for. We can thank him for his consideration next 
election! 
 
 
 

Government ignores Veterans. 
 

Brisbane Courier mail – 18 Oct 2021 
 
Labor has lashed the federal government for sidestepping a bipartisan committee 
recommendation to lift the pension for disabled veterans.  This year the committee called on the 
government to consider increasing the payment for totally and permanently incapacitated 
veterans. The government merely noted the recommendation, saying it would take it into account 
“together with the views of the ex-service community when considering future policy options for 
support to TPI veterans”. Opposition veterans’ affairs spokesman Shayne Neumann and 
committee chairwoman Kimberley Kitching said this was a “huge slap in the face” for the 27,000 
veterans who relied on the payment.  

https://www.dva.gov.au/my-service
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They promised Labor would have “more to say about how we will better support veterans and 
their families in the lead-up to the election”.  
 
The Australian Federation of Totally and Permanently Incapacitated Ex-Servicemen and Women 
has been raising the issue of the TPI payment for several years, but the Liberal-National 
government has completely ignored their concerns,” they said. 
 
 
 

Vets wait 200 days for help 
 

Charles Miranda  Daily Telegraph. 
 
AUSTRALIAN veterans are suffering psychological harm as they battle for up to 200 days to get 
much needed benefits. The Royal Commission into Defence and Veteran Suicide in damning 
evidence has been told how veterans are treated the first time psycho logical trauma suffered 
post military service has been formally linked to how Defence and Veterans Affairs departments 
operate. The commission was told urgent reforms were needed to not just the departments’ 
standard operating procedures. but also the various complex pieces of legislation that govern 
how veterans are dealt with.  
 
The commission has heard the departments’ databases were not integrated and in one instance 
a soldier with significant physical life-changing wounds suffered on a battle field was forced to 
prove he was even in the army. DVA gave itself 100 days average to provide benefits, but this 
target on average had more than doubled in recent years to 200 days and in some instances 14 
months.  
 
Dr Bernadette Boss, the independent interim national commissioner for 
defence and veteran suicide prevention appointed by the federal 
government before it bowed to public pressure to form a royal 
commission, said urgent and fundamental reform was needed. The 
former ACT magistrate said that such was the state of procedures, it was 
“troubling” to learn that a member could use a wrong word or terminology 
and have a claim rejected or be forced to start again. People could have 
been saved and those who served the nation were not being adequately served in return, Dr 
Boss said.  
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While the Association does not necessarily agree or disagree with everything on this page, 

we do respect the right of everyone to have their say. 

 

 
 

Your Say 
 
 
 
 

Steve Lane 
 
Steve got in touch, he said,  
 
G'day Trev,  I have been reading your brilliant magazine for some 7 years and have constantly 
been on the lookout for a photo of my old RadTech course 8RMT. It dawned on me, in this 
centenary year of the RAAF, that perhaps I should search for the related RadMech course 
64RMC. Click, in an instant, there was 18 yr old Steve Lane looking straight back (in a sense) at 
a 74 yr old version of himself. It was quite overwhelming! All the stories and excitement of my 
time in the RAAF came flooding back and I hope to eventually, share some of these stories (and 
photographs) with you.  
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In this 100th year of the RAAF, I have to say that I owe the Air Force everything, and my 
subsequent stories will bear this out. Before this particular year has ended, I am determined to 
write this up in email form and get it away to you. Included is a link https://youtu.be/46gdz1Qelzo 
to a little snippet of video that I managed to capture at Farnborough Air Show in 2004. I'm 
including it because I hope that it provides some relief for many of us who might be suffering air 
show withdrawal symptoms.  
 
I am also happy to help you with some of the names associated with the 64RMC photo.To my 
left is JOHN ROEBIG, to his left (I'm quite sure) is TERRY BARLOW. In the front row, and the 
one that stands out for me, is ROGER TOOTH, Roger was just a damned nice bloke. He invited 
me to his parent's house one weekend and they were just lovely people. On the Sunday morning 
just after breakfast, 'Wild Thing' by The Troggs was playing on the kitchen radio. I distinctly 
remember Roger's 16 yr old sister looking straight at me and saying 'You like that song, don't 
you?' Roger and I transferred eventually to 8RMT, albeit via different routes. He also topped the 
course as I remember, achieving the highest aggregate mark. I hope this email gets through to 
you. They were very special times in the RAAF. I would like to wish you and your team a very 
happy Christmas and a very merry and safe New Year. Cheers Steve Lane   
 
 
And 
 
Just a quick follow-up on my last email (21 Dec 2021). the sports car in the ASCO canteen photo 
(next to the 1800) (vol 47, p.5) might well be Pat Walsh's Mk 1 MGB, Your vol 73 provided some 
familiar reference points. I joined the RAAF in Sept '65, one month after Col Price (p.5). I also 
lived on the Gold Coast for some 24 yrs, and still think of 'the Coast' as home. Like Ted McEvoy, 
I arrived in Australia aboard the New Australia, albeit in 1956. Tragically, my parents divorced a 
year later, and after 7 years in Catholic boarding schools (which I would not wish on anyone) and 
a small stint at G.J. Coles as a trainee executive, I joined the Royal Australian Air Force and 
never looked back. As I said in my last email, I owe the RAAF everything! In addition to all the 
theory and practice associated with becoming a Radio Technician (not to mention food, clothing, 
housing, medical and pay), we were also given the opportunity to study other interests, in my 
case music and, at night school, the NSW HSC, in the hope that I might gain entrance to 
university.  
 
Vol 74, p.5  provided some interesting reading on the RAAF motto: Per Ardua ad Astra. For me, 
'per ardua' has always translated as 'through work'. Perhaps I might elaborate on this view in 
another email. However, what might be of greater interest, is the phrase 'ad astra', translated 
generally as 'to the stars'. What interpretation does one place on this phrase? I have my own 
view, but perhaps you might like to put it to your readers (or perhaps the wider Air Force 
'authority') as to how they feel about these few words.  
 
Speaking of stars, space and things celestial, I was delighted to read an ABC report on retired 
Air Vice Marshall Mark Skidmore who is the executive chairman of a company by the name of 
Skykraft. Essentially, as I understand it, this company is building (in Australia) a fleet of satellites 
that will be launched by SpaceX this year. This network of satellites, once established in orbit, 
will provide real-time tracking of any aircraft anywhere in the world. What a profound and positive 
influence this system will have on global air safety, and it's all being built right here in Australia. 

https://youtu.be/46gdz1Qelzo
https://www.radschool.org.au/magazines/Vol47/Page5.htm#asco
https://www.radschool.org.au/magazines/Vol74/Page5.htm#Motto
https://www.abc.net.au/news/2021-12-30/act-company-spacekraft-satellites-prepare-to-launch-next-year/100730178
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Good on you Skykraft. Good on you Australia.  Good on you Gilmour Space Technologies, 
another Australian (Gold Coast) company looking to the stars.  
 
I do tend to get a little 'carried away' with this notion of 'ad astra'. The RAAF is entirely responsible 
for this mind set, and I am happy for it to be so. Cheers for 2022. Steve Lane 
 
 P.S Just thought I'd throw this one in (for the mathematicians). 
 
Prison is better than Nothing 
and 
Nothing is better than Freedom 
therefore 
Prison is better Freedom.        
 
 
My dad used to tell me one much the same: 
 
A Model T Ford is better than no car 
No car is better than a Rolls Royce 
Therefore a Model T is better than a Roller.   tb 
 
 
 

There’s a message here somewhere. 
 

Ted Mac sent us this. 
 
A Japanese company (Toyota) and an American company (Ford) decided to have a canoe race 
on the Missouri River. Both teams practiced long and hard to reach their peak performance before 
the race. On the big day, the Japanese won by a mile. The Americans, very discouraged and 
depressed, decided to investigate the reason for the crushing defeat.  
 
A management team made up of top senior advisers was formed to investigate 
and recommend appropriate action. Their conclusion was the Japanese had 8 people rowing and 
1 person steering, while the American team had 8 people steering and 1 person rowing. Feeling 
a deeper study was in order, American management hired a consulting company and paid them 
a large amount of money for a second opinion. They advised, of course, that too many people 
were steering the boat, while not enough people were rowing. Not sure of how to utilize that 
information, but wanting to prevent another loss to the Japanese, the rowing team's management 
structure was totally reorganized to 4 steering supervisors, 3 area steering superintendents, and 
1 assistant superintendent steering manager. They also implemented a new performance system 
that would give the 1 person rowing the boat greater incentive to work harder. It was called the 
'Rowing Team Quality First Program,' with meetings, dinners, and free pens for the rower.  
 
There was discussion of getting new paddles, canoes, and other equipment, extra vacation days 
for practices and bonuses. The next year the Japanese won by two miles. Humiliated, the 
American management laid off the rower for poor performance, halted development of a new 
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canoe, sold the paddles, and cancelled all capital investments for new equipment. The money 
saved was distributed to the Senior Executives as bonuses and the next year's racing team was 
out-sourced to India.  
 
Here's something else to think about: Ford has spent the last thirty years moving all its factories 
out of the US, claiming they can't make money paying American wages. TOYOTA has spent the 
last thirty years building more than a dozen plants inside the US. The last quarter's results: 
TOYOTA makes 4 billion in profits while Ford racked up 9 billion in losses. Ford folks are still 
scratching their heads.  
 
 
 

The Bicycle is killing our planet. 
 
The bicycle is causing the slow death of the planet!!   

 
The General Director of Euro Exim Bank Ltd. got economists thinking when he said: “A cyclist is 
a disaster for the country's economy: he does not buy cars and does not borrow money to buy. 
He does not pay for insurance policies. He does not buy fuel, does not pay for the necessary 
maintenance and repairs. He does not use paid parking. He does not cause serious accidents. 
He does not require multi-lane highways. He does not get fat. Healthy people are neither needed 
nor useful for the economy. They don't buy medicine. They do not go to hospitals or doctors. 
Nothing is added to the country's GDP.  On the contrary, every new McDonald's restaurant 
creates at least 30 jobs: 10 cardiologists, 10 dentists, 10 dietary experts and nutritionists, and 
obviously, people who work at the restaurant itself." 
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Choose carefully: cyclist or McDonald's? It is worth considering. Walking is even worse. 
Pedestrians don't even buy bicycles. 
 
 
 

Our ABC? 
 
A group of Aussie veterans are demanding an apology from the 
ABC over a claim Australian soldiers killed an Afghan prisoner. 
A letter has been sent to the national broadcaster on behalf of 
‘November Platoon’ from the 2nd Commando Regiment in 
response to an article published by the ABC back in October 
2020. 
 
You can read the letter in full HERE 
 
The article was based on an account from an unnamed US Marine who alleged November 
Platoon executed a prisoner in Afghanistan in 2012, but the members of November Platoon say 
“this is an appalling and preposterous lie” and are demanding a written apology, a published 
correction and an independent review of the story. 
 
Retired Special Forces Officer and former November Platoon Commander Heston Russell told 
Ben Fordham the ABC needs to do the right thing. “This absolutely never happened. Our platoon, 
the only thing you can search about them on the internet is this story that defames us and calls 
us war criminals. 
 
There has been absolute negligence here and unethical conduct.” 
 
The ABC’s Media Watch program did a feature on the story (see HERE) and Heston Russell has 
also released a video on the subject, you can see it HERE. 
 
 
Opinion 
 
There seems to be more to this story than is being told at the moment. Whether or not you’re a 
fan of the ABC I don’t think they deliberately fabricate stories, especially ones of this magnitude. 
There are a lot of fair minded people at the ABC and I’m sure if they realised they had erred on 
a story with the resulting consequences there would already be an apology made to Army. 
Defence hates adverse publicity with a passion, yet they don’t seem to have stepped in to publicly 
back their troops, nor has the Gov’t. Why?  I was always told “Where’s there’s smoke there’s 
fire”.   
 
I think this story still has legs.  
 
 
 

Ozzie Barbecues explained. 

../pdf/Letter-to-the-ABC.pdf
https://youtu.be/fmmviKtIg9M
https://www.youtube.com/watch?v=hb02LPM8ZqE
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Those new to our shores might be a little unsure how to plan and hold a barbecue here in Oz-
Land.  Luckily a few people have got together and made an explanatory video on how to do it. 
It’s HERE. 
 
 
 

WOKE – what’s it all about? 
 
No matter where you live, or how you live, today your life is being influenced by the WOKE 
movement or the Cancel Culture mob by some other flavour of the month radical movement. 
WOKERS see themselves as saviours of society – they are the ones (and only ones) who 
champion political correctness and keep watch on police brutality and unjust race existences. 
Cancel Culture followers see themselves as being the “righters of past wrongs” – no matter how 
long ago that wrong occurred. Both these movements stifle free speech. Once upon a time you 
could tell an Irish joke or a blond joke and everyone would laugh, including the Irish and the 
blonds, now if you dare to so do, you’re immediately branded a racist or a bigot or a homophile. 
 
We’ve all gone mad. 
 
Once upon a time there were men and there were women, men had short hair and were referred 
to as a he, women had long hair and were referred to as her. Not anymore, today there’s no 
difference, we’re all theys. A man can assume he’s a women, bung on a dress and use the 
women’s toilets. A man can become a women then compete unfairly in women’s sport. Since 
time began there have been both men and women who have tended differently to the majority, 
that’s just the way it happens, no-one’s fault, no-one to blame, just a nature thing, and over the 
years a small minority of these people have been unfairly treated by some – but not all and not 
by everyone!  Most of these people just went about their lives, didn’t feel the need to shout their 
tendencies from the tree-tops and were happy. Today the alphabetical gay movement insists on 
public displays which we feel is doing the movement more harm than good. 
 
I’m going to start a movement, its aim will be to ban movements. 
 
Writer and comedian Andrew Doyle, the man behind the Jonathan Pie and Titania McGrath 
characters, gives his take on the WOKE movement of today. Doyle takes apart modern comedy 
and the woke movement who seek to censor and prevent freedom of speech. It runs for an hour 
but is worth watching. You can see it HERE. 
 
 
 

Covid Needle 
 
There are a lot of people out there who still insist they know for an absolute fact that the Covid 
vaccine is just a huge money grab by multi-national drug companies. They know for a fact that 
the vaccine doesn’t work, can’t possibly work as it hasn’t undergone testing and that we’re all 
being duped int believing that it does. 
 

https://youtu.be/wXHnfBGTARM
https://youtu.be/Hbv70gqIDNQ
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These people are far more knowledgeable than all the eminent scientists who have studied this 
stuff for years and even though it has been unquestionably proven that the vaccine has saved 
hundreds of thousands of lives, they tell us not to get it under any circumstances as it is akin to 
injecting poison into our bodies. 
 
They could be dead right! 
 
HERE’s an interesting little video on the non-believers. 
 
 
 

 
 
 
 

DFRDB Update – December 2021 

https://youtu.be/8NQ0f3BNxo4
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Senate FADT Committee’s Inquiry 
 
The Government has now posted its response to the Senate FADT Committee’s report. It may 
be viewed by clicking on Government Response.  We had no expectation of anything of 
significance in the response, and that has proved to be the case. 
The matter of ‘the accuracy of information provided to DFRDB members’ has now been laid to 
rest but that was always a smoke-screen which has had nothing to do with the matters we have 
been advocating since ADFRA’s formation, therefore, we have asked the Minister to refrain from 
quoting or para-phrasing the Government Response, when he eventually responds to our 
correspondence. 
 
If you write to your MP or Senators about the matters we have been advocating, we suggest that 
you make a similar request. 
 
 
Support from RSL National 
 
The RSL National Board has agreed to support ADFRA’s position on the 
DFRDB Scheme, through the Ex-Service Organization Round Table 
(ESORT) forum, however, as ESORT is not the appropriate forum to 
advocate DFRDB Issues, we have asked RSL National to pose the question 
to the Minister of Veterans’ Affairs: 
 
“Is it possible to establish a forum, similar to ESORT, which can deal with 
Military Superannuation issues?” 
 
 
Dispute of our Position on Commutation 
 
Some individuals are still disputing our assertion that the Commutation provisions incorporated 
in the DFRDB Act are not consistent with the recommendations of the Jess Committee. Recently, 
we received these Comments, some of which have also appeared on Social Media. We 
addressed those comments in this Response. 
 
 
Effect of Commutation and Indexation 
 
The effect of Commutation and Indexation, on the entitlements provided by the DFRDB Act, is 
still not well understood. After a request from a lobbyist who intends to take the matter to the 
Chair of the House of Representatives Standing Committee on Economics, we provided, in The 
Defined Benefit Provisions of the DFRDB Act, examples of how the interaction of Commutation 
and Indexation affects the entitlements provided by the DFRDB Act. 
 
Those examples show that if members live to the age of 92, the total reduction of their retirement 
pay, after commutation, will typically be more than four times the amount they commuted.  
 
 

https://www.adfra.org/docPDF/Government_Response_-_FADT_-_DFRDB.pdf
https://www.adfra.org/docPDF/Government_Response_-_FADT_-_DFRDB.pdf
https://www.adfra.org/docPDF/Comment_1.pdf
https://www.adfra.org/docPDF/Response.pdf
https://www.adfra.org/docPDF/The_Defined_Benefit_Privisions_of_the_DFRDB_Act.pdf
https://www.adfra.org/docPDF/The_Defined_Benefit_Privisions_of_the_DFRDB_Act.pdf
https://www.adfra.org/docPDF/The_Defined_Benefit_Privisions_of_the_DFRDB_Act.pdf
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Commissioner of Taxation v. Douglas (the Douglas Decision) 
 
Members who have received amended Assessments from the Australian Taxation Office for 
increased tax liabilities as a result of the Douglas Decision, should take note of last month's Media 
Release, which advises that the Government has taken action to ensure no veteran will be made 
worse off due to that decision. 
 
Jim Hislop OAM 
President 
 
 
 

Cancel the flag folding ceremony – restore 2 Sqn SASR 
 
A flag-folding ceremony due to take place last September 2021 at the home of the Special Air 
Service Regiment in Perth was postponed as the event was deemed ‘insensitive’. The flag of 2 
Squadron SASR was to be folded and presented to the Regiment’s Historical Foundation, 
formally marking the squadron’s removal from the Army’s Order of Battle.  
 
Extinguishing the squadron was ordered in November 
2020 by Chief of Army, Lieutenant General Rick Burr, AO, 
DSC, MVO. He determined that 2SQN, which was raised 
in 1964 and whose members have served with honour 
and distinction since its inception, would cease to exist. 
Group punishment would prevail.  
 
The ceremony was to be conducted in the shadow of the 
fall of Afghanistan to the Taliban and the return of its 
people to the dictates of religious zealotry. The Taliban 
have moved quickly and remorselessly. They have 
claimed a massive and unpredicted win over the “coalition 
of the willing” that fought them for 20 years. Ironically, 
members of 2SQN are reported to have been back in 
Afghanistan last week assisting with the desperate and 
dangerous evacuation from Kabul. 
 
General Burr found that:  
 
"Although the incidents outlined in the (Brereton) Inquiry 
occurred across the Regiment, the report has made it clear that there was a nexus of alleged 
serious criminal activities, in 2 Squadron, Special Air Service Regiment at a point in time. This 
alleged grave misconduct has severely damaged our professional standing. This action reflects 
no judgement on the current members of 2 Squadron, Special Air Service Regiment, but we all 
must accept the wrongdoings of the past.” 
 
Noble words and high moral purpose from the leadership. Yet inescapably, we are left with the 
group punishment of a proud squadron of almost sixty years, served by some of the nation’s 

https://mcusercontent.com/af0e4d24e39311809db16c3a3/files/e0421066-e15d-f228-20b6-6f6a80f82674/2111Joint_Media_Release_Government_protecting_veterans_interests_following_court_decision.pdf
https://mcusercontent.com/af0e4d24e39311809db16c3a3/files/e0421066-e15d-f228-20b6-6f6a80f82674/2111Joint_Media_Release_Government_protecting_veterans_interests_following_court_decision.pdf
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finest soldiers. Group punishment is always an unsatisfactory solution, punishing the innocent 
and guilty alike. In the case of 2SQN the unfairness of the punishment is compounded by the 
targeting of the operators and previous generations of veterans, with senior commanders 
untouched.   
 
Almost a year since the order to remove 2SQN SASR from the ORBAT, the charges against SAS 
members have evaporated. Thirteen SAS members who were reportedly harangued and 
intimidated by the Inquiry after being handed show cause notices – whose lives and reputations 
have suffered irreparable damage – have now had their charges dropped through lack of 
evidence.  
 
That’s military life. It is often said that ’if you can’t take a joke you shouldn’t have joined’. But the 
humour has long gone from this debacle. The Army is not a democracy, nor can it be. But there 
must be trust upwards and downwards between commanders and subordinates. That trust is 
now being sorely tested. How can our soldiers or indeed our nation trust commanders who 
determine guilt long before the legal process has run its course? Where was their personal 
responsibility and accountability when alleged war crimes were committed by subordinates? 
Where is the apology rather than a flag-folding ceremony? 
 
Last week’s flag-folding ceremony would have been a symbolic sham: an act of ritualised 
hypocrisy, emboldening our enemies, who already see the West as weak and divided. It would 
have run a dagger through the hearts of all who have served with pride and sacrifice in 2 
Squadron SASR. Surely we can do better than this. Let justice run its course. Cancel the 
ceremony, punish any who are found guilty. Restore 2SQN SASR to the ORBAT.  
 
 
Audie Moldre 
2SQN SASR 
South Vietnam 1968 
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The Myth of the decline of Russia. 
 
Mike Gahan sent us THIS. An interesting read. 
 
 
 
 
 
 

 
 
 
 

  

../pdf/The%20Myth%20of%20Russian%20Decline.pdf
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Among the guests at the ceremony were the Tasmanian Minister for Veterans’ Affairs, Guy 
Barnett, and Sheean family representative Garry Ivory. Other guests included members of HMAS 
Launceston’s ship’s company, Australian Navy Cadets and members of the local RSL sub-
branch. 
 
You can see the full list of Australian recipients of the VC HERE. 
 
 
 

Did you know before water was invented, people had to carry their boats around! 

 
 
 

Aged Care. 
 
Government promised reform, record funding! Here’s what happened 
 
The final report from the Royal 
Commission into Aged Care Quality and 
Safety was delivered in March 2021.  
 
The stories that came out of the Royal Commission process were horrific and, sadly, 
unsurprising. It laid bare the terrible emergency that had been ongoing in aged care for decades. 
It was also an emergency that should never have happened. The Royal Commission also came 
with a comprehensive set of recommendations to reform the sector and ensure that it didn’t 
happen again. It was an opportunity to reset aged care and make sure the future was very 
different to the past. 
 
But in politics there are few words that are more overused than ‘reform’. Reform in the political 
arena reminds me of the old joke that a classic of literature is a book everyone wants to have 
read but no-one wants to read. Reform is something that every politician wants to have done but 
none of them want to do. 
 
With both sides of politics having perfected scare campaigns and enough voters seemingly happy 
to buy into them to swing elections, reform has become a lot harder. Gone are the reforming eras 
of the 1970s and `80s. But failing to reform means things just drift along and, as the Royal 
Commission clearly identified, that creates its own problems. The stories from the Royal 
Commission did create a powerful groundswell of support for large-scale reform and large-scale 
reform is what the Royal Commission found was needed. To fully implement all the reforms would 
cost about $20 billion in extra funding each year. A bare minimum to fix the problems would 
require more like $10 billion in extra funding each year. 
 
 
With the release of the May budget, we got the government’s response to the Royal Commission. 
Treasurer Josh Frydenberg announced with much fanfare that it would be putting an additional 
$17.7 billion into the aged care sector. A closer inspection of the numbers revealed that this 
would be over five years. That amounts to about $3.5 billion per year. Well short of the minimum 

../pdf/Victoria%20Cross.pdf
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And what would be an Australian 
Zoo without a bunch of drop bears. 
They don’t do a lot but sure are 
everyone’s favourite. 
 
 
 
 
 
 
 
 
 
 
Channel 7 Sunshine Coast featured 
the event on their news, you can see 
it HERE. 
 
 
 
 
 
 
 
 
The Australia Zoo is definitely worth 
a look, Plan to spend a day there, it’s 
only about a 45 min drive north of 
Brisbane, easy to get to, plenty of 
shade, plenty of seats on which to 
have a spell and of course there is a 
little train always doing the circuit so 
you don’t have to walk too far. 
 
 
Thank you Australia Zoo for the day. 
 
 
 
 
 

https://youtu.be/rI9O9GfieuA
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Bloody hell – we have gone mad!!! 
 
UK Armed forces to get new guidance on how to use ‘inclusive language’. HERE is their current 
guide, it’s obviously not good enough. 
 
The new guide includes more inclusive ways to address disability, race, gender, age, religion, 
sexual orientation and social mobility. The armed forces are to be given new guidance on 
“inclusive language” after the Defence Secretary said he is “unhappy” with the current advice. 
 
Military personnel from all three services had been told to avoid using phrases such as “crippled 
with debt” or “blind drunk”. 
 
The MoD said its Inclusive Language 
Guide 2021 was a “practical toolkit” to 
help servicemen and women understand 
why “certain words or use of language is 
hurtful or non-inclusive”. 
 

Admiral Sir Tony Radakin 

 
A senior defence source said: “The 
Defence Secretary and Chief of the 
Defence Staff (CDS) have been clear that 
the UK armed forces must modernise to tackle the threats of the future. That includes our 
approach to our people who are critical to that task. The Defence Secretary is unhappy with the 
current approach set out in the guide. A revised version will be published in the coming weeks.” 
 
The guide will be taken down from the MoD website while changes are made. The guide, 
produced by the MoD’s Diversity and Inclusion Directorate, denies being “an attempt to police 
language” or “restrict your personal style of communication”, but was created to help staff “speak 
more powerfully, precisely and respectfully”, it recommended avoiding phrases such as “deaf to 
our pleas” in case it offended the disabled. 
 
The new 30-page pamphlet says the words “woman” and “female” “mean different things but are 
often used interchangeably”, adding: “Referring to women as females is perceived by many as 
reducing a woman to her reproductive parts and abilities. “Not all women are biologically female, 
and the conflation of ‘female’ to ‘woman’ erases gender-nonconforming people and members of 
the trans community.” “The women in the platoon” is said to be a more inclusive phrase than “the 
females in the platoon” 
. 
The guide includes more inclusive ways to address disability, race, gender, age, religion, sexual 
orientation and social mobility. The UK MoD wants personnel to put the “person-first” when 
speaking to others, only referencing characteristics when they are relevant and doing so in 
specific ways. 
 
See their video HERE. 
 
  

../pdf/MK-College-Inclusive-Language-Guide.pdf
https://youtu.be/smku-_5UlRc
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	Computers and stuff.
	Sam Houliston.
	Undelete files from Onedrive.
	If you deleted a file or folder from your OneDrive account, you can restore them from the Recycle Bin within 30 days but you have to be quick as after 30 days the deleted file or folder is automatically and permanently deleted from the Recycle Bin.
	You can do this from either your desktop or mobile device.
	Here’s how to restore a deleted OneDrive file or folder using your desktop device.
	First, from your desktop, log into your OneDrive account then click the “hamburger” icon (arrowed) at the top left. This opens the window below, .
	Click on Recycle Bin.
	This will open the OneDrive Recycle Bin, look for the file or folder you wish to restore, right click it then click “Restore”. This will restore that file or folder to your OneDrive account.
	If you want to restore all the items in the Recycle Bin, just click “Restore All Items” at the top of the screen.
	Here’s how to restore a deleted OneDrive file or folder using your Android device. 
	To restore using your Android device you must first download the OneDrive App. (You can of course use an iPhone device too but not having one we’re unsure how to do it – but it will be similar to this.)
	On your Android device, open the OneDrive App, a window will open and depending on your device, will most likely open in HOME. Click on Me down the bottom right of the screen and the window at right will open. Click on Recycle bin and restore the item(s) similar to the method outlined earlier.
	REMEMBER:  You are not restoring a file or folder to your desktop or mobile device, you are restoring the item to your cloud storage site. You are only using your desktop or mobile device to accomplish the restoration.
	If you don't have a sense of humour, you probably don't have any sense at all.
	How to watch YouTube using an Android or iPhone device.
	Smartphones are great for watching YouTube videos, but the smaller controls can be a little annoying to use. Thankfully, the YouTube app is full of handy gestures. If you don’t know about them, you’re really missing out. The gestures here are available in the YouTube app for iPhone, iPad, and Android devices. They do not work on the YouTube mobile website. The one exception is the double-tap to skip gesture, which does work on the website.
	Double-Tap to skip forward and back.
	YouTube puts buttons for Play, Next Video, and Previous Video on the screen, but what about skipping a little bit forward or backward? That’s where this handy gesture comes in. Simply double-tap the left or right side of the video with one finger to skip forward or backward 10-seconds. You’ll see arrows to indicate the skipping.
	Two-Finger Double-Tap to skip chapters.
	Some long videos on YouTube have “chapters” to divide the video into sections. These chapters are indicated on the scroll bar, but you can also easily skip through them with a gesture. This time, double-tap the left or right side of the video with two fingers to skip to the next or previous chapter. You’ll see arrows and the chapter title on the screen when it works.
	Slide finger to scrub through video.
	Google removed the ability to tap anywhere on the seek bar to skip to that spot in the video after complaints of accidental taps. The replacement is a lesser-known gesture. First, with a video playing, tap and hold your finger on the video. Keeping your finger pressed on the screen, slide your 􀀁nger left-to-right to scrub through the video. A little box will show you a preview of the video. Lift your finger off the screen to start playing the video from the position you land on.
	Pinch-to-zoom to fill the entire screen.
	A lot of smartphones these days don’t have the same aspect ratio as YouTube videos. You may notice black bars on the sides of the video when you watch in full-screen. A simple gesture can fix this. All you have to do is pinch two fingers out to zoom in on the video. It will now fill the entire screen, but keep in mind that this does cut off some of the top and bottom of the video.
	Swipe video down to minimize.
	Say you’re watching a video and you want to keep browsing on YouTube while it plays. There’s a handy gesture for that, too. Simply swipe—or “pull”—the video down from the top of the screen. The video will continue playing in a minimized bar at the bottom of the screen. You can tap or swipe it up to go back to the full video. 
	These gestures are all very simple, but YouTube doesn’t make them super obvious. 
	How to wrap text in Microsoft Excel.
	Wrapping your text in Microsoft Excel keeps your file easy to read. It also makes the width of your columns more consistent which will help your spreadsheets look more professional. 
	Here are different ways to do it.
	Wrap using a keyboard shortcut.
	Perhaps the quickest way to wrap text to the inside of a cell (so that the text automatically fits and doesn’t get cut off) is by using a keyboard shortcut. First, open your Excel document and select the cell you want to wrap. Press Alt+H, (This opens the Home tab in the ribbon with all shortcuts highlighted) press the “W” key. The text in the cell will wrap to fit automatically, which is useful for quickly wrapping text one cell at a time.
	Wrap using the “Wrap Text” option
	Another easy way to wrap text in Excel is to use the “Wrap Text” option on the ribbon. First, start by opening a new or existing document in Microsoft Excel. Then navigate to the ribbon (the toolbar at the top of the screen) and select the “Home” tab. In the body of the spreadsheet, select and highlight any cell or a range of cells where you want your text to automatically wrap as you type.
	In the “Home” ribbon, click “Wrap Text.” The button now appears slightly shaded, showing that any text you write in the selected cells will wrap to fit inside each cell completely.
	Type anything you want into the cells you selected. The text will wrap automatically so you can read it easily and avoid text overflow into other cells. Wrapping text using this method is extremely useful if you’re formatting cells in a hurry, and it’s ideal if you want to select a large number of cells to automatically format as you fill in the data.
	The only drawback to wrapping text this way is that you have to manually resize the width of the cell if you have a significant amount of text in it. For example, writing a lot of text in a single cell makes it look overly compact and difficult to read.
	To fix this manually, widen the column by navigating to the edge of the column in the toolbar and click and hold it. You’ll see the width value for that column pop up in a little box. When you unclick that little box disappears. Drag the cursor to the right until it reaches your desired size. You can do the same thing to adjust the row height and make it look a little tidier. Adjust the height and width until you’re happy with the result.
	Wrap using the “Format” option.
	You can also wrap text in Excel using the “Format” option. First, select any single cell or range of cells in the body of your spreadsheet that you want to wrap. In the “Home” tab of the ribbon, select “Format.” A drop-down menu will appear. Click “Format Cells.”
	(You can access the same menu by right-clicking in any cell or range of cells and selecting “Format Cells,” which might be a little faster depending on your preference.)
	After selecting “Format Cells,” A formatting menu will appear. In the format menu, click the “Alignment” tab.
	Under “Alignment,” place a check mark beside “Wrap Text” in the “Text Control” section. Then click “OK” to save your settings. This will wrap any existing text in the cells you just selected and formatted.
	The cell(s) does not need to contain text for you to format it to wrap text in the future. Using this method makes it easier to pick and choose which cells you want to format this way. It also allows you to format cells individually with different parameters (merging, numerical values, formulas, etc.) while also enabling a text wrap as you input data.
	How come it takes so little time for a child who is afraid of the dark
	to become a teenager who wants to stay out all night?
	How to clear Cookies and Site Data on Android.
	Depending on which browser you use, there are different ways to clear cookies. Click the browser you use below to find out how to clear cookies from that browser.
	Firefox Google Chrome 
	Microsoft Edge
	Websites store data, like your login state, preferences, and even tracking information, in cookies which are pieces of information your web browser remembers. You can clear browser cookies whenever you want: Here’s how to do it on Android.
	What are Browser Cookies and Site Data?
	When you visit a website it will remember certain information, which it stores in your browser’s cookies and site data. Things like passwords and user settings can be saved so it’s easy to use the site the next time you visit it. However, this data can add up and you may feel the need to clear it. 
	Google Chrome.
	Google Chrome is the default browser on Android devices. 
	First, open Google Chrome on your Android phone or tablet and tap the three-dot menu icon in the top right corner.
	Next, select “History” from the menu.
	Now go to “Clear Browsing Data.”
	Here’s where you can select what browsing data you would like to clear. First, choose a time range for how far back you want to clear.
	Make sure “Cookies and Site Data” is the only category selected and tap “Clear Data.”
	You may see a pop-up asking if you’re sure you want to clear data from sites that “seem important to you.” Check all that you want to include and tap “Clear” to continue.
	All done! Cookies and site data for the chosen time length will be cleared.
	How to clear Cookies in Edge on Android
	First, open Microsoft Edge on your Android phone or tablet and tap the three-dot menu icon in the bottom bar.
	Select “Settings” from the menu.
	Next, go to the “Privacy and Security” section.
	Scroll all the way down to “Clear Browsing Data.”
	Make sure only “Cookies and Site Data” is selected, then tap “Clear.” Unlike Google Chrome, you can’t select how far back you want to clear.
	A pop-up will ask if you’re sure you want to clear the data. Tap “Clear” to proceed.
	That’s it! All of your cookies and site data will be removed. Edge doesn’t allow for as much fine-tuning as Chrome, but it still gets the job done. Just don’t overdo it.
	Firefox
	Open the Firefox browser and click on the 3 dots at the top right.
	Click on Settings.
	Scroll down and click “Delete browsing data.
	All items will be selected by default. Unselect what you do not want to delete, keep “Browsing history and site data” and “Cookies” then click “Delete browsing data”.
	Life isn't tied with a bow, but it's still a gift.
	How to make a Microsoft PowerPoint Presentation into a Video
	Microsoft PowerPoint presentations are great, but they are not as easily accessible as videos. Luckily, you can convert your presentations to videos with a built-in option. Here’s how.
	Why convert a PowerPoint to Video?
	There are many reasons to turn a presentation into a video. Maybe you want to send someone a presentation but they don’t have PowerPoint installed, or, maybe you want to upload your presentation to a site that only accepts videos. PowerPoint has a built-in option to convert presentations to videos. When you perform this conversion, all your original animations, transitions, and media items are preserved. Your resulting video also includes all recorded timings, narrations, ink strokes and laser pointer gestures (though you can choose not to include these if you want).
	Convert a PowerPoint Presentation to a Video
	To turn a PowerPoint presentation into a video, first, open your presentation with the PowerPoint app on your Windows or Mac computer.
	In the top-left corner of PowerPoint, click the “File” option.
	From the sidebar that opens after clicking the “File” option, select “Export.”  
	In the “Export” menu, click “Create a Video.”
	To the right of the “Export” menu, you will now see a “Create a Video” section. In this section, you will define the options for your video file.  First, choose the quality for your video by clicking the “Full HD” option. 
	You will see multiple video quality options. Select the one that you think works the best for you. Know that the higher the quality you select, the larger the file size of your video will be.
	There are worse things than getting a call from a wrong number at 4 am,
	for example, it could be the right number.
	How to wirelessly transfer files from Windows to Android
	Moving files between devices is a pretty common thing to do. There are plenty of ways to do it, some being better than others. If you use a Windows PC and Android device, here are some easy to use methods.
	Transfer files using Bluetooth.
	The easiest method is always going to be the one that works with what you already have. If your Windows PC and Android device have Bluetooth, that’s all you need to wirelessly transfer files. First, you need to pair your Windows PC with your Android device. This will only need to be done once. 
	If you haven’t already paired your phone to your PC, open Settings on your PC, go to Devices > Bluetooth & Other Devices. Ensure that Bluetooth is on and that the PC is discoverable.
	Next, grab your Android device and open the Settings app. Go to the “Connections”, “Connected Devices” or “Bluetooth” section and tap “Pair New Device.”  Find your PC on the list of available devices and pair it.
	Find your PC on the list and select it to pair the two devices.
	With the devices paired, you can use Bluetooth file transfer. The process is a bit cumbersome, but it works without any additional software on either device. Back on your Windows PC, open the “Bluetooth & Other Devices” settings menu again. This time, click “Send or Receive Files via Bluetooth” in the Related Settings sidebar.
	A new window will open. Select “Send Files.”
	Next, you’ll see a list of Bluetooth devices that have been connected to your PC. Select your Android device from the list and click “Next.”
	Choose “Browse” on the next screen to open the file manager and find the file that you would like to send. After you select a file, click “Next” to begin the transfer.  An “Incoming File” notification will appear on your Android device. Tap it and select “Accept” from the pop-up. The transfer will process and the file will now be on your Android phone or tablet!  You’ll find it in the “Doqwnloads” section.
	Transfer Files Using Cloud Storage.
	If Bluetooth isn’t your style, or perhaps one of your devices doesn’t have it, there are other methods for sharing files between your Windows PC and Android handset. The popular alternative is a cloud storage service. This will allow you to upload a file on your Windows PC and download it from the companion app on your Android device.
	Microsoft OneDrive, Google Drive and Dropbox are popular cloud storage services that will work for this task. All will work in a similar manner, but for this guide, we will demonstrate with OneDrive.
	First, download the OneDrive app from the Play Store on your Android device. Make sure that you’re signed into the app using the same Microsoft account as your Windows computer.
	Next, open a web browser on your Windows PC (such as Firefox, Edge or Chrome) and navigate to the OneDrive website.
	Select the “Upload” drop-down menu and choose “Files.” (or Folder). The file manager will open, and you can select the file(s) (or folder) that you wish to transfer.
	Now, go back to your Android device and open the OneDrive app. Select the file(s) or folder that you just uploaded. Tap “Save” to download it to your Android device.
	If this is your first time using OneDrive, you will be asked to grant the app access to your photos and media. Tap “Allow” to proceed.
	OneDrive will default to saving files to the “Download” folder on your phone or tablet. You can tap “Save” to insert it there or tap the back arrow to see more folders.
	That’s it! The file will be saved to the folder that you selected.
	Cats have a very precise method of walking, called “direct registering”, wherein their hind paws fall almost exactly into the place their fore paws did a moment before—this method of walking minimizes noise and visible tracks while ensuring more stable footing as the place has already been felt out by the fore paws.
	How to make videos always full-screen in Films and TV on Windows 10
	Are you sick of always having to click an option to make your videos full-screen in the Films and TV app? If so, make full-screen the default playback mode so all your videos automatically take up the entire screen. Here’s how.
	In some regions, the Films and TV app is called Movies and TV but, it’s the same app and does the exact same tasks.
	To start, open the Movies and TV app on your Windows 10 PC. Do this by clicking the “Start” button, selecting “All Aps” then scroll down to “Films and TV”. Click it.
	In the Films and TV app, at the top-right corner, click the three dots. From the three-dots menu, select “Settings.”
	Scroll down to the “Playback” section, toggle on the “Always Start Videos in Full Screen” option.
	And you’re all set. Any video that you open with the Films and TV app will now play full-screen by default. Very useful!
	No one has more driving ambition than the teenage boy who wants to buy a car.
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