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PPL GROUND SCHOOL IS BACK!
We are back to running a (socially distanced) PPL 
ground school. Picking up where we left off in March, 
classes recommenced September 21, at an accelerated 
pace. The PPL Ground School Course, #20-02, runs 
from October 7th to 30th, Mondays to Fridays, except 
Thanksgiving Monday, Oct 12th and except October 
26th & 27th. The students will choose one of three 
possible 3-hour sessions; Mornings 09:00-12:00, 
Afternoons 13:00-16:00 or  Evenings 18:00-21:00. This 
is a total of 15 days for 45 course hours of training. (A 
minimum of 40 hours are require by Transport Canada 
Regulations). The instructor is Neil Keating, VFC 
Ground School Coordinator, (retired pilot RCAF & Air 
Canada). Contact Brenda Hardwick at Victoria Flying 
Club 250-656-2833 to register for the course.

NEW LED LIGHTING
If you've been around the Club since September 9, 
expecially at night time, you may have been bathed 
in the cooler (and cheaper) glow of our new high 
luminosity LED lighting system. On the outside, 
the new floodlights are set on a timer to turn off at 
22:30. The angle of the lights is adjustable, so we 
are interested in feedback to see if adjustments are 
warranted.

Got news to share? Send it to flyvfcmarketing@gmail.com 
for a chance to have your news or story published in The 
Patrician.
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From Greg: With the looming potential 
for another federal election, no doubt 
that the funding of the Canadian 
Armed Forces will be a point of 
debate. One of the recurring points 
of debate (and persistent political 
stalling) has been the replacement of 
the venerable CF-18. This decision is 
inextricably linked to national security 
within the broader realm of what 
appears to be greater international 
destabilization as the USA continues 
to withdraw from it's post-WWII 
role of establishing and sustaining 
international institutions, alliances and 
regional security agreements under the 
current Presidency. As such, the fighter 
replacement project is an important 
issue; not only for us but also our 
children and grandchildren. It's also an 
issue that is not well understood due 
to the incompleteness of past reporting 
and the hyperbolic rhetoric of the 
associated political debates. Although I 
wrote this over 4 years ago, it remains 
pertinent today. Enjoy!

*The intent of this paper is to shine a 
light on the critical aspects of the CF-
18 replacement initiative that appear 
to have been buried in the public 
debate surrounding this multi-billion 
dollar project. Beyond the rhetoric 
are the immutable consequences 
borne by future generations of 
Canadians if we choose poorly. 
The world is becoming increasingly 
vulnerable to security threats that 
will likely increase in frequency and 
scale. Although military force should 
always be the last resort to resolving 
such threats, it behooves future 
generations of Canadians as well 

as our closest allies that we ensure 
that our military response remains 
credible and effective well into 
the future. As such, my argument 
as someone who was directly 
responsible for developing the 
requirements for new replacement 
aircraft for the Royal Canadian Air 
Force (RCAF) and who has no direct 
interests or obligations with any of 
the companies seeking to bid on the 
project is simple; there is only one 
viable choice, the F-35 Lightning II.

Military procurement projects are 
complex endeavours that must 
navigate a complicated bureaucratic 
path while being subjected to the 
inevitable conflicting influences of 
other government departments, 
industry and a variety of political 
interests. A project on the scale of 
the Future Fighter Capability (FFC) 
with the objective of selecting a 
suitable replacement for the aging 
CF-18 Hornet naturally draws 
significant attention. However, this 
project has evolved into a political 
conundrum further exasperated 
by the media attention that it has 
attracted regarding initial purchase 
costs subsequent to the Auditor 
General’s report of April 2012. 
Although the actuarial cost estimates 
of this report were insightful, it 
had the unfortunate effect of 
marginalizing the operational 
requirements and the long-term 
strategic considerations of this key 
military capability for Canada.

Recent arguments have focused on 
the domestic role of our fighter force 

in defending our sovereign airspace 
and bilateral continental interests 
through Canada’s commitment 
to the North American Defense 
(NORAD) agreement. While both are 
important roles, any analysis of the 
FFC operational requirements would 
be woefully incomplete without 
including Canada’s explicit and 
implicit obligations to international 
defence and security interests 
through its relationships with the 
North Atlantic Treaty Organization 
(NATO) and the United Nations 
(UN). Canada’s military history is 
an instructive frame of reference; 
other than the Northwest Rebellion 
of 1885 and a few skirmishes with 
German U-boats in our sovereign 
waters, every other peacekeeping, 
peacemaking and combat mission 
involving Canada’s military has 
been overseas. More specific to the 
FFC project, the CF-18 has been in 
no less than four armed conflicts 
overseas since the end of the Cold 
War including the first Gulf War, the 
1999 Kosovo campaign, Libya, and 
more recently in the ISIL bombing 
campaign in Iraq and Syria. The CF-
18 has also proven to be a welcomed 
contribution to allied deterrence 
missions from the Cold War through 
to Canada’s most recent commitment 
in Latvia. Notwithstanding the 
important roles of Canada’s army and 
naval forces, the rapid deployability 
and multi-role capabilities of the 
fighter force has made it a preferred 
option by previous governments in 
numerous cases of urgent requests 
for Canada’s support in international 
crisis over the past several decades.

CF-18: Strategic 
Replacement

VFC Manager BGen (Ret’d) Gregory C.P. Matte, CD, PhD

Looking forward, experience 
reinforces the likelihood that the 
RCAF can expect to operate the 
next fighter aircraft for several 
decades, possibly even beyond 
2060. Recognizing that Canada has 
become increasingly subject to the 
interdependencies of the global 
economy, as well as the defence 
and security implications of threats 
originating in other parts of the 
world, it would be wise to invest in 
military capabilities with the potential 
to continuously adapt to new and 
emerging threats. A lot can change 
over the probable lifetime of this 
new fighter; a period of time that will 
see the great-grandchildren of baby 
boomers grow into adulthood. The 
potential impact of future economic, 
defence and security risks will 
most likely increase in the coming 
decades as these interdependencies 
continue to deepen while the 
nature of the threats continue to 
evolve in complexity, capability and 
consequence. Against this backdrop 
is the terrifying reality of the 
potential employment of chemical, 
biological, and nuclear weapons 
of mass destruction against soft 
targets and civilians anywhere in the 
world by rogue nations, terrorists or 
irrational actors.

As such, a critical factor for the 
FFC will be its ability to stave off 
obsolescence in both an effective and 
affordable fashion. Modern fighter 
aircraft have figuratively become 
computers with wings. The last time 
around, Canada invested in leading 
edge, fourth generation fly-by-wire 
technology when it purchased the 
CF-18 in the early 80’s. This was a 
very wise decision that provided the 
RCAF with a multi-role fighter that 
continues to serve Canada’s interests 
with honor and effectiveness to this 
day. As an extension of this new 
capability, the RCAF also created 
a software engineering squadron 
in Cold Lake, Alberta as the means 
to provide ongoing improvements 
to the software in the CF-18’s 
mission computers. While the 
team of engineers and technicians 

in this squadron were second to 
none in their capabilities, the cost 
of maintaining the unit eventually 
became unviable over time. The end 
result was the difficult decision to 
close the unit and to purchase an 
entirely new operating system for 
the CF-18 from the United States 
Navy (USN) as part of the CF-18 
modernization project in the 2001 
timeframe. The RCAF was lucky that 
the USN was still operating their own 
versions of the F/A-18 Hornet, and 
as such had an off-the-shelf solution 
readily available for purchase. 
However, this also created a go-
forward dependence on the USN for 
all future software upgrades…on their 
terms and at their price.

While the original mission 
computers on the CF-18 have been 
characterized as the equivalent of 
a Commodore 64, with less than a 
few thousand lines of code, today’s 
fighters are far more complex with 
the F-35 possessing upwards of 
6 million lines of code thereby 
providing for unprecedented 
operational plasticity over its lifetime. 
The key takeaway from this is that 
such computerized sophistication 
is both a blessing and a curse: a 
blessing in that it provides the basis 
for continuous software updates 
to enable adaptation to emerging 
threats and evolving technologies; 
but a curse in the associated 
expense in the development, 
testing and implementation of 
such improvements. As anyone 
who owns a smart phone would 
readily understand, such devices 
necessitate continuous software 
updates and eventual replacement 
in a surprisingly short span of time; 
an eventuality predicted by Moore’s 
Law. While the decision to replace a 
smart phone after only a few years 
may be economically justifiable 
(although very frustrating), it is not 
an option for the RCAF who will 
be stuck with the FFC for decades. 
Instead it faces the undesirable 
dilemma of either a gradual decline 
into obsolescence, or the expense 
of ongoing software and hardware 
upgrades. The question then 

becomes focused on what option 
best mitigates such obsolescence 
with the least cost and consequence 
to our national interests.

Interoperability with our military 
allies in NORAD, NATO and the 
UN is vital to successful coalition 
operations, including with their 
respective army and naval forces. 
Interoperability is achieved through 
joint training, common operating 
procedures, and equipment 
compatibility. In future theatres of 
military operations, info sharing 
(including communications) over 
secure networks will become an 
increasingly critical component 
of mission success. If Canada’s 
follow-on fighter became too 
costly to upgrade, or worse, 
reached the physical limits of 
implementing such computer 
upgrades, then the subsequent 
degradation of capabilities would 
erode its interoperability with 
our allies. Furthermore, a descent 
into obsolescence would risk 
compromising the effectiveness of 
coalition missions as well as the lives 
and safety of the allied personnel 
involved.

In addition to the initial purchase 
price for the FFC, we must also 
consider the associated long-term 
operating costs, including spare parts 
and maintenance. As with anyone 
who owns a vintage car or pick-up, 
they readily understand the challenge 
and expense of finding spare parts 
when the production line for their 
vehicle no longer exists. As the 
remaining parts supply diminishes 
the replacement costs inevitably 
rise. Unfortunately, the RCAF has 
already been plagued with such 
circumstances in the recent past 
with the CC-115 Buffalo search and 
rescue aircraft as well as the more 
familiar case of the CH-124 Sea King 
helicopter fleet. In addition to the 
rising costs for parts, which in the 
case of the Buffalo have sometimes 
necessitated desperate searches on 
e-Bay, the mission is also negatively 
impacted by longer delays
<continued> 

*Extracted from http://thepearsoncentre.ca/platform/a-legacy-decision-for-future-generations-of-canadians-the-long-
term-strategic-considerations-for-the-cf-18-replacement-project/, November 2016.
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For more information or to book a flight
Email: tedk@flyvfc.com
Call: 1-778-350-3213

VFC Charter offers inexpensive, on-demand, and 
direct transportation to places not serviced by other 
commercial carriers in the lower BC area.

The charter service is operational in day VFR 
conditions. Please contact us for more information on 
destinations and costs.

VFC CHARTER SERVICE      
Be there in minutes!

in repairs thereby reducing the fleet 
serviceability rates. For the Sea King, 
by the time the RCAF was finally 
authorized in 2003 to proceed with 
the Maritime Helicopter replacement 
project, over 30 man-hours of 
maintenance were required for every 
single hour the Sea Kings flew.

As mentioned, large military 
projects are subjected to conflicting 
influences, which sometimes leads 
to the military being compelled to 
relax their operational requirements. 
While such adjustments may permit 
more bidders for a project and 
cheaper solutions, the unintended 
consequences can be far greater 
than imagined. A poignant reminder 
is a pre-World War I political 
decision to supply Canadian soldiers 
with the Ross rifle. Despite being 
aware of the rifle’s documented 
tendency to jam in field conditions, 
and against the military’s preference 
for the British-made Lee Enfield 
rifle, the government chose the 
Canadian-made Ross rifle based 
on other factors. Tragically, many 
soldiers were fatally disadvantaged 
during the first two years of the 
Great War, hindered by frequent gun 
jams while under enemy fire. Out 
of desperation, some resorted to 
prying Lee Enfields from the corpses 
of fallen British soldiers in order 
to survive. Despite the evidence 
from the front, the government 
pugnaciously stood by its original 
decision. Thankfully, the British 
leadership intervened enabling 
Canadian soldiers to use the Lee 
Enfield until war’s end.

In my view, the best and only 
viable choice for Canada is the 
F-35 Lightning. This conclusion did 
not come readily when I first took 
over the position of Director Air 
Requirements (DAR) for the RCAF. In 
fact, I was originally quite skeptical 
of the F-35, including the concerns 
about a single engine. However, 
in due course it became clear that 
the single engine is a non-issue, 
and that the F-35 is far and beyond 
the best choice. The overwhelming 
strength of the F-35 option can 

be found in the consortium of 
participating nations, which includes 
three of our four key intelligence 
sharing partners, seven long-time 
NATO allies and three branches 
of the US military. Through such 
a consortium the costs of future 
software and hardware upgrades 
will be significantly reduced 
through collaboration amongst the 
participating countries. Similarly, the 
effectiveness of the development 
and testing of such upgrades will 
be reinforced by shared intelligence 
and combat experience. The F-35 
is a new fighter that will continue 
to be produced for many years to 
come, along with a global supply 
chain of parts commensurate with 
the scale of forecast production that 
is envisioned to be upwards of 3,000 
aircraft. As such, the F-35 option 
offers an affordable and effective 
long-term strategy to mitigate 
obsolescence over its planned 
service life.

Given that the F-18 E/F Super 
Hornet has been seen as a viable 
choice for the FFC, it merits some 
discussion. While it is an impressive 
fighter with tremendous capabilities, 
it has already been in service with 
the United States Navy (USN) for 
nearly two decades, having been 
introduced in 1999. It is only in 
service with one other country in 
the world, the Royal Australian Air 
Force, who have a total of 24 with 
an additional 12 F-18G Growlers 
on order. In both cases they plan 
to replace their Super Hornets in 
conjunction with the phased entry 
into service of their new F-35s. As 
such, if Canada purchased the Super 
Hornet, we would likely be the only 
country in the world flying it beyond 
the 2030 timeframe. Inevitably, the 
long term costs of supporting the 
software, replacing worn out parts, 
and attempting to upgrade the 
aircraft against obsolescence will 
far outweigh any potential savings 
at the time of initial purchase given 
that we’ll be on our own.

Furthermore, unlike the joint 
conversion training that is provided 

to the F-35 consortium partners 
in the United States, the RCAF 
would train in isolation on the 
Super Hornet, other than during 
infrequent joint exercises. The 
joint F-35 conversion training 
is unto itself extremely valuable 
in that it would further enhance 
Canada’s interoperability with our 
primary military allies. As with 
future equipment improvements, 
such joint training will positively 
contribute, on an ongoing basis, 
to the development of the most 
effective tactics required to survive 
and defeat enemy threats. Finally, 
while the Super Hornet does 
offer a two-engine option, this 
will also double the requirements 
for spare parts and maintenance. 
Conversely, the simple truth is that 
jet engine technology has continued 
to improve in performance and 
reliability since we first purchased 
the CF-18. The reason I came to 
see the single engine as a non-issue 
for the F-35 was based in large 
part on the degree of diagnostics 
integrated into its engine, providing 
unparalleled real-time assessment, 
warning and automated response. 
These innovative measures provide 
excellent performance while largely 
mitigating the risk of catastrophic 
engine failure.

Another operational aspect of 
the F-35 that does not appear 
to be fully appreciated is its 
advanced capabilities in the 
realm of intelligence gathering, 
processing and sharing through its 
onboard sensors and computers. 
This capability alone has led to a 
paradigm shift in traditional fighter 
tactics, thereby allowing a pair of 
jets to patrol and monitor threats 
over a vastly greater geographical 
area. For Canada’s sovereignty and 
our marine environments it will be 
significant in addressing polluting 
vessels in the north as well as fishing 
violators in Canada’s territorial 
waters. Operating in conjunction 
with air-to-air refueling aircraft, long 
range patrol aircraft and/or navy 
and coast guard ships, the F-35 
will provide a tremendous boost to 

Canada’s abilities to detect, monitor 
and inhibit such violations in all 
three of Canada’s ocean approaches. 
Equipped with a tail hook (like the 
CF-18) the F-35 will be able to safely 
operate from Canada’s forward 
operating bases in Iqaluit and Inuvik 
as we have been doing for years with 
the CF-18. Our arctic operational 
capabilities will be further enhanced 
through joint training with the USAF, 
Norway and Denmark, who will also 
be operating the F-35 above the 
Arctic Circle.

While some commentators in 
the media are of the opinion that 
the Super Hornet would better 
meet Canada’s requirements 
than the F-35, in part because 
it is a proven platform, it should 
not be forgotten that Boeing lost 
the initial competition for the 
Joint Strike Fighter program in 
2001 with its X-32 prototype; an 
aircraft designed and built after 
the Super Hornet was developed. 
Furthermore, Boeing has recently 
signaled that it is moving away 
from the fighter jet line of business 
in favour of commercial airliners, 
which implies that future research 
and development towards improving 
the Super Hornet’s capabilities will 
soon end. Conversely, not only is 
the Lockheed Martin F-35 going to 
be around for many years to come, 

it’s worth noting that this was the 
same company that developed the 
F-22 Raptor, the most advanced 
air superiority fighter aircraft ever 
produced. In other words, the F-35’s 
fifth-generation technological 
pedigree stems from the many 
valuable breakthroughs that came 
from the development of the F-22 
program.

The operational testing and 
development of the F-35 has been 
world class. While its normal that 
such sophisticated projects must 
overcome countless technological 
challenges, it has come a long way 
since Canada first became involved 
in the project in 1997, with upwards 
of 180 F-35s now flying regularly. 
Furthermore, the United States 
Marine Corps and the USAF have 
both declared the F-35s to have 
achieved Initial Operating Capability, 
with the USN on track to achieve 
the same milestone within a year 
or two. As such, the United States 
has no reservations about deploying 
their F-35 squadrons on operations 
abroad, including in combat. While 
some commentators view the 
ongoing testing and development 
of the F-35 as a sign of flaws in the 
program, it is in fact a demonstration 
of a commitment to continuous 
improvement that is essential to 
avoid obsolescence. Throughout the 

lifespan of the CF-18 it underwent 
recurring upgrades that necessitated 
robust testing and development to 
ensure safe and effective outcomes. 
Finally, in terms of our economy, 
jobs and global competitiveness, 
remaining a partner in the F-35 
program has tremendous advantages 
as many Canadian companies 
have already experienced to date. 
Not only will the exclusive spin-
off opportunities for our aviation 
industry and manufacturing sector 
continue for the many decades 
the F-35 is in service, the return 
on investment to the Canadian 
economy from these contractual 
arrangements have been estimated 
to equal or surpass the cost of the 
FFC project.

In conclusion, the intent of this 
paper was to establish the basis for 
a broader understanding of longer-
term costs, the consequences 
of obsolescence, and the link 
with Canada’s strategic defence, 
security and economic interests. 
Having been intimately involved 
with the project when I was DAR, 
and having witnessed the alarming 
metastasizing of security threats that 
have evolved since then, I remain 
firmly of the view that there is only 
one viable option for Canada; the 
F-35 Lightning II.

http://www.flyvfc.com
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Victoria Flying Club operates a 
Part VII commercial air service 
which includes a 702 fire patrol 
operation.  Under this AOC, VFC 
has been contracted by the Capital 
Regional District (CRD) to perform 
surveillance flights in the Leech, 
Sooke and Goldstream Water Supply 
Areas (see map) during the summer 
months (June to September).  The 
primary purpose of these flights is 
the early detection of any fires in 
the water supply areas.  Any fire 
in these areas has the potential 
to contaminate the Sooke 
reservoir system with ash and 
compromise the quality of 
Greater Victoria’s water supply.

Frequency of flights is 
dependent on the Duff 
Moisture Content (DMC) and 
fire hazard (BC Dgr) featured on 
the CRD Fire Hazard website 
below.

A DMC of greater than 41 
coupled with a BC Dgr of 4 
(high fire hazard) will require a 
flight through the water supply 
areas at 15:00 each day.  A 
DMC of greater than 90 with 
a BC Dgr of 4 will require two 
flights a day – one at 09:30 
and the other at 15:00.  A BC 
Dgr of 5 will also require two 
flights a day.  On occasion the 
CRD will request extra flights, 
usually after a lightning storm.  
On August 17, after a lightning 
storm the night before, six 
fires were spotted in the water 
supply area by the morning fire 
patrol crew. 

Flights are flown with a pilot and 
spotter.  The spotter contacts the 
CRD on a hand held radio when 
entering the water supply area and 
when leaving the area.  If a fire is 
spotted during the flight, the spotter 
provides the CRD with GPS position 
of the fire and other fire specifics. 

In addition to contacting the CRD if 
a fire is found, the fire patrol crew 
also contacts the VFC dispatcher, 
calling 129.05 on the aircraft radio.  
The VFC dispatcher also contacts 

the CRD to confirm the CRD has 
the fire specific information and is 
taking the appropriate action.  The 
VFC dispatcher maintains a log 
of events to ensure all necessary 
steps are taken and any fires are 
being addressed in a timely and 
appropriate manner.

VFC and the CRD have been 
working together for years to ensure 
our water supply areas are safe from 
fire.  We look forward to a continued 
partnership in the years to come.

VFC Fire 
Patrol

Ted Krasowski, Chief Pilot, Part VII Commercial Air Service

Image above taken from https://www.crd.bc.ca/about/data/fire-weather-conditions Images above: VFC has been contracted to surveil the areas pictured in the map. The newsclipping appeared in the Canadian  
Forestry Journal, October 1919, Volume 15, p. 423.

September 1919
A BC forest fire detected from 
the air for the first time. The 
aircraft was the Victoria Aerial 
League's Pathfinder II, a Curtiss
JN-4 “Canuck”.

February 1920
The Vancouver Air Station was 
established at Jericho Beach.

1921
21 fires are detected by aerial 
patrols.

April 1921
The Vancouver Air Station had 
four F .3s and six HS-2Ls to be 
used in forest fire patrols, fire 

suppression, forest reconn. and 
inventory, aerial photography 
for the BC Forest Branch 
and the federal Dept. of the 
Interior; transportation and 
reconn. for the Geodetic Survey 
Branch; drug smuggling patrols 
for the Dpt. of Customs; and 
transportation and patrols for 
the Dept. of Fisheries. Other 
depts made use of the aircraft 
too.

For firefighting activites, the 
VAS's aircraft were used to 
detect fires and transport 
men and machinery as near as 
possible to a forest fire. Pilots 
and aerial observers would also 

report on the fire's location, 
size and rate of spread as well 
as timber type, topographic 
features, fire behaviour, # of 
people estimated needed. 
Reports were airdropped, sent 
to Jericho base via homing 
pigeons, or the pilot would land, 
find a telephone or telegraph 
office and send the message.

Info taken from article, 'Aircraft 
and Their Use in Forestry in BC: 
1918-1926' by John Parminter, 
August 1985. Thanks goes to 
Bruce Pollock for passing the 
article on.

How did aerial fire patrol in BC start?

http://www.flyvfc.com
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The true story of a Lockheed 
C-130K Hercules incident on 48 
Squadron, RAF Changi, Singapore.  
I was a Flight Engineer on 48 
Squadron at the time and have an 
intimate knowledge of what went 
on.

With just eight aircraft we started to 
encounter the odd case of ‘control 
snatching’ with the aircraft suddenly 
pitching, rolling, or yawing from 
un-commanded control surface 
inputs.  By the time of my personal 
encounter we had had about 20+ 
cases.  Various attempts were made 
to diagnose the problem, including 
the suggestion from Lockheed that 
the hydraulic fluid and seals be 
changed, but all to no avail.

On August 6th, 1970 I was called 
out to operate a flight from Changi 
to Kuantan and back to Changi to 
collect an RAF Chief Technician, 
who was instructing at the Royal 
Malaysian Air Force base there, 
and his son who was suffering from 
appendicitis with complications.  

Kuantan was about a 45-minute 
flight time from Changi so not a 
long trip. The aircraft was a C-130K, 
XV292, and the Captain Chris 
Dyson, my regular Captain.  The only 
other crewmember whose name I 
can recall was the Loadmaster who 
was J** T*******.  Those details are 
straight from my Aircrew Logbook.

Flight up was uneventful, we 
collected said father and son and 
took off heading back to Changi but 
shortly after take-off, just above 
1000 feet, an elevator control snatch 
occurred, the aircraft pitched up 
sharply and then returned to normal.   
Quick conversation between Chris 
and myself and I switched off one 
of the two hydraulic systems to 
the elevator system.  If I recall 
correctly they were called ‘Utility’ 
and ‘Booster’ but both did the same 
job.  A few minutes later we had 
an aileron snatch, aircraft rolled 
suddenly and then stabilized, so off 
went the same hydraulic system to 
the ailerons.  All seemed to be stable 
and two thoughts came to mind – 

have we discovered a possible cause 
and should we switch off the same 
system to the rudder?

We continued enroute and at the 
top of descent all hell broke loose 
with all control surfaces snatching, 
so back on went all hydraulics and 
the co-pilot made a "PAN” call.  
Chris was giving me the power 
settings as he was fully engaged 
with the random flight control 
surface movements and as we 
established on a long final the thrust 
levers started snatching, Number 1 
heading rearwards whilst Number 
2 went towards max thrust.  For 
those not familiar with the C-130 
engine controls, Reverse Thrust can 
be selected in flight and if done so 
inadvertently or asymmetrically the 
end result is almost always fatal. 
At this point the co-pilot upgraded 
to a “May Day” call and emergency 
services stood by.

Literally hanging on desperately to 
the thrust levers with Chris asking 
what the **** was going on.  I still 

Expect 
the Unexpected

Jeff Morris, CEO & President of Angel Flight

recall looking out at the runway and 
wondered if we were going to make 
it.  That moment remains in my mind 
as the most frightening in a 32-year 
flying career!  

Anyway after we landed all the 
symptoms disappeared and we 
taxied into the dispersal to off-
load our passengers then up to the 
Boss’s office; he had been called 
out with the Pan call and a bottle 
of something strong appeared and 
we de-briefed whilst having a large 
Brandy or it may have been Scotch!  
It was one of the few occasions 
when I arrived home late and 
smelling of booze and nothing was 
said as I was still as white as a sheet!

During the de-brief I suggested 
that it was almost like a snake 
had wrapped itself around control 
runs so the aircraft was taken into 
the hangar, sealed and fumigated.  
All that turned up was the usual 
Singapore cockroaches by the dozen 
but no snake.  

A few days later, when the engineers 
(ground) had found nothing wrong 
it was decided that the same crew 
would replicate the flight and 
take along the Wing Commander 
Flying and the Station Engineering 
Officer (or whatever his title was) 
plus a couple of other engineering 
folk.  The only condition that we as 
crew imposed was that we all wear 
parachutes!  

Off we went in XV292 and nothing, 
up to Kuantan back to Changi and 
flew a few circuits – still nothing.  
A voice on the intercom asked for 
ideas and I, engaging mouth before 
brain, suggested that, as we had 
chutes on, the autopilot be engaged, 
we all jump out and swear that the 
aircraft had gone berserk again.  This 
was met with a stony silence and 
we flew a few more circuits and 
landed, with nothing untoward at 
all.  The aircraft was restricted to 
local flights for a few days and then 
released back into full service with 
the classic “No Fault Found” in the 
F700 (Aircraft Log).

Advance a few weeks and another 
crew, different aircraft, going on 
a night Para drop with the usual 
crew supplemented by an extra 
Load Master so the Para’s could be 
dispatched out of both side doors.  
As the aircraft lifted off and during 
the initial climb an elevator control 
snatch occurred with the usual 
“expletive” from the flight deck.  
One Loadmaster was sat at the front 
adjacent the Flight Deck and the 
other at the rear door.  When the 
guy at the rear heard the comment 
from the Flight Deck, and felt the 
snatch, he looked forward to see 
the Loadie at the front with his arm/
hand under the flight deck where all 
the control cables, both flight and 
engine, run!

A quick circuit was executed, and 
immediate 
landing made; 
during the 
subsequent 
de-brief the 
rear Loadie 
told of what he 
had seen.  The 
initial response 
was to brush 
it aside but 
upon further 
investigation 
it was found 
that the Loadie 
at the front 
had been on 

25 of the 26 snatch instances that 
had occurred!   He was called in for 
discussion and it was discovered 
that, bright chap though he was, 
he had “gone tilt” and was enjoying 
the drama that went with all these 
happenings.  Things had started 
some months prior to this incident 
when he was walking around the 
aircraft in flight and whilst on 
the rear ramp had slipped and 
instinctively grabbed for something 
to hang onto.  That something 
happened to be the elevator control 
run and the ensuing drama he really 
enjoyed.

When the story got out and he was 
sent to Changi Hospital for analysis 
it emerged that he was J** T*******, 
our friend from the Kuantan trip.  
Whilst delving through records it 
was found that numerous odd-ball, 
unexplainable instances’ of hydraulic 
fluid disappearing overboard, easily 
done on a C-130, and doors opening 
during the early part of the take-
off run all had J** T******* as the 
Loadie.   

When he left Changi, in a straight 
jacket on board a VC-10, so rumour 
had it, tee shirts were issued with 
the legend “I FLEW WITH J** 
T******* AND LIVED” on them.  The 
wives were delighted to see him go, 
not only from the safety perspective 
but also because if you did a trip 
with him you were almost certainly 
a day or two late back because of 
unusual defects.  

To my knowledge there has never 
been another case of unexplained 
control snatching on a C-130 and 
my theory of the snake wasn’t that 
far wrong only this snake had two 
arms and two legs!

As an aside on my very first trip as 
a u/t Handley Page Hastings Flight 
Engineer in June 1966 we were 
stuck in Nicosia for a couple of days 
due to an unexplainable defect of 
which I can’t remember the exact 
details but the Loadie was J** 
T*******!Images: Lord Trophy – Crew photo, me far right as you look with C-130K behind. (Not Singapore – Libya early 1969). 48 

Hercules: The squadron where this took place – RAF Changi, Singapore circa 1970.
Image: 800px- Lockheed C-130K Hercules
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tsWe were deeply saddened to hear 
of the passing on September 14th of 
one of our greatest champions of the 
1990s. On October 4th, 1986, Dave 
Lehan earned his PPL at our Club. He 
went on to become CFI, Manager, 
and Director, and assisted countless 
students to meet their career 
dreams. We will miss you Dave. 

A memorial for Dave will be held at 
2pm, Saturday, October 17, 2020 at 
Patricia Bay Park.

From Dave's widow, Val:

"Dave was a great inspiration to all 
that knew him.  When I first met Dave, 
I was drawn to his warm, beautiful, 
wide smile.  He always had an easy 

way about him.  I was always in a 
hurry to get from A to B, but Dave 
would ask me 'why?' He would get off 
the highway and take the back roads 
- smell the fowers.  He would drive 
through country roads and suddenly 
stop the truck, jump out and return 
with a handful of wild flowers for me.  
He said that I looked like the kind of 
girl who liked hand picked flowers over 
store-bought ones, and he was right.  

Dave excelled in everything he did.  He 
was an excellent pilot and teacher, 
carpenter, gardener, baker. Dave had 
never baked bread or looked after a 
garden when we met.  I showed him 
how to bake bread and he became a 
better baker than I am.  I showed him 
how to garden, and he became "Mr. 
Green Thumbs." He loved a challenge 
and made it his vow to always learn 
something new each day. Dave was 
always kind and friendly.  A loving 
father to three beautiful girls and the 
greatest husband I could wish for.  He 
was my best friend and I lost him way 

too early in life.  My heart is so broken 
for his loss and so full from his love."

From Graham Palmer (CFI 2000-
2019, current Director): 

“Dave Lehan was one of my best 
friends, a mentor and my boss.  For 
a while he was our CFI; when VFC 
restructured in the 90s the BOD 
asked him to take on the dual role of 
Manager / CFI.  I have found memories 
(and pictures) of our Club flyout to 
Tsuniah Lake Lodge, digging out VFC 
during the blizzard of ‘96, sealing 
the Time Capsule during VFC’s 50th 
anniversary, the Reno Air Race flyout, 
and our trip to California to bring home 
C-GDGZ, VFC’s Socata Tampico.  Dave 
was a generous and giving man, a 
loving father, an Instructor to many, a 
mentor, and a Sidney boy at heart.  He 
is, and will be truly missed by many 
friends.  Fair winds, and blue skies my 
friend!”

Dave Lehan, Last Flight
In Memory of our Former VFC Manager, 

CFI, Director

"Without disruption of air traffic, these fearless, 
forthright, indomitable and courageous

 individuals did venture into the wild blue 
yonder in flying machines.  Furthermore, these 

skillful individuals did safely land said flying 
machines at Victoria International Airport, 
incurring no significant damage to self or 

machine, thus completing first solo flights."  

New Members
Alex Brendle
Andrew Quong
Darren Hansen
David Schwab
Dominique Lechasseur
Gordon Murphy
John Griffioen
Kevin McMeel
Mark Laurence
Mark Russell
Martin Aidelbaum
Martin Gibbs
Mateo Ciamaichella
Noah Devine
Paul Judar
Peter Teichroeb
Philippe Burton
Steven Neil
Victoria Fitchett

First Solo
Christopher McKay
Jeremy Couturier
John Bargh
Julia Jensen
Matt Byrnell
Nathan Hughes

PPL Written
Alysha Forsayeth
Hans Babst
Tristan Goddard

PPL Flight Test
Murat Dikbas
Nicholas Beaton

Christopher McKay
Instructor: Jesse Bertucci

First Solos and 
Member Achievements 

Matt Byrnell
Instructor: Jesse Bertucci

Julia Jensen
Instructor: Jesse Bertucci

John Bargh
Instructor: Robert Killin

Jeremy Couturier
Instructor: Stephen Allan
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