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Editor’s Briefing

by Rebecca Groom Jacobs

View from Upside Down

In those 10 years, I have been fortunate to experi-

ence a host of unique airplanes and flying, but one

of the most fun (and eye-opening) experiences occurred

just earlier this year when my husband Jared and I visited
Patty Wagstaff Aviation Safety in St. Augustine, Florida.

T his summer marks 10 years since I learned to fly.

Jared, a professional pilot, was attending the school’s
Owner-Pilot Confidence and Airmanship Training course for
arefresher in upset training and aerobatics (you can find a
detailed recount of his experience in the article “Retrain Your
Brain” found in this issue). While Jared was away on his
second training flight, instructor Allan Moore offered to
take me up for a quick spin in their Super Decathlon. An
unexpected but readily accepted offer!

We briefed on the ground, strapped on my parachute
(somewhat disconcerting) and loaded into the airplane.

In the air, Allan walked me through a “preview” of the
type of maneuvers covered in a beginner upset prevention
and recovery training (UPRT) course. Though this was not
my first aerobatic experience, it was my first with a train-
ing focus. I concentrated intently on what was happening
with the airplane and around me - the direction of the
nose, the wing'’s position on the horizon, my body senses,
etc. We performed aileron rolls, loops, inverted flight and,
an especially rare one, flat spins.
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I shadowed the controls as Allan explained each step and
recovery process along the way. But I can tell you firsthand,
I was completely disoriented. Unusual attitudes are, well,
unusual. The brain cannot easily process what you are
seeing and feeling to provide a safe, instinctive reaction
unless it is trained otherwise.

As Jared points out in his article, “Once the abnormal feels
normal, we give our brain the chance it needs to provide
the appropriate inputs to correct the scenario.” And the best
way to get there is experience and practice - especially in
areal airplane, if possible.

My brief exposure to this training was all the proof I
needed to realize the benefit of training such maneuvers in
the chance you find yourselfin a loss-of-control occurrence.
Not to mention, a whole heck of a lot of fun.

Maybe you have also attended an eye-opening UPRT
course of some kind. They are popping up with increasing
regularity over the last few years as the FAA, owner-pilot
groups and general aviation organizations turn a collective
focus toward minimizing incidents related to loss of control
inflight. If so, I would enjoy hearing about your training
experience. UPRT safety efforts is an area I see us continu-
ing to highlight in future issues.



Airmail
In Response to Dianne White's
“Therapy for Trying Times" (April)

I always go straight to your article when Twin & Turbine
arrives. Your writing style reminds me of my late Mom
who wrote about her worldly travels for decades for a large
newspaper in PA. (She flew as a commercial passenger).
However, it's the content and not the style that attracts me
to your page. This time the 172. I own an SR22 and love it,
but I often do miss the slower, unhurried joy of a 172 - the
latter of which brought me my private license well after
the time required for most. Your article brought me back
to chair fly with you. Thanks!

As a p.s., I took my plane out last week from my home
airport, KHEF, and completed much the same as you wrote
of. Was just good to be up in the air and loving freedom.

Henry

Dr. Henry Koch, Ph.D.

Henry, thank you for your note. I would have loved
to meet your Mom. She sounds like a lady who definitely
loved adventure.

So glad I could inspire some chair flying and some real flying
as well. The news gives us much to be anxious about, but I've
found flying has a neutralizing effect. It forces you to focus on
the task at hand and live in the moment. That's what I really
love about this kind of flying. Here's to America to getting back
in the air soon.

Dianne

In Response to David Miller’s
“Jet or Turboprop” (April)

I'd like to mention the Eclipse Jet. It is so simple and
intuitive to operate compared to anything I've ever flown,
including piston, turboprop and jet. He mentioned all the
circuit breakers and switches - the Eclipse has just 10
mechanical CB’s, four in each armrest, and just two on
the instrument panel. All the rest are on a “synoptic” page
on the MFD being electronic CB's and easy to deal with.

Fuel/balancing is totally automatic. It is full FADEC,
push all in for takeoff, pull back to MCT (max continuous
thrust), and never touch the power again - unless you want
to slow down. Go continuous to 41,000 ft. The affectionate
“Barking Betty” talks to you - at 140 kts, she says, “landing
gear.” Easy to turn her off, but at 120 kts, you can’t. Auto-
matically switches to standard baro when passing 18,000
ft., enter landing altitude once for pressurization, etc. Such
a great single-pilot plane. Far easier to fly than my former
Meridian, Turbo Commander and even the Lancair I[V-P!

Lance Neibauer

Founder, Lancair

NATIONWIDE AIRCRAFT FINANCING

* Specializing in Turbo Prop Aircraft —
1980 & Newer

* 27 Years Financing Aircraft Only

* Best Rates, Terms & Service in the Industry

 Fast Turnarounds

MILE HIGH
FINANCE CORPORATION

Call Dan at 800-439-4860
www.milehighmoney.com

Your Beechcraft Parts Source

www.selectairparts.com

SELECT
< M airparts
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“Call Us. We Speak Beechcraft!”
1-800-318-0010

Int’l: 540-564-0010 P.O. Box 219

Weyers Cave, VA 24486

Email: sales@selectairparts.com
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Piston Power Series

Piper Malibu vs. Piper Mirage

by Joe Casey

PHOTOS COURTESY OF CLINT GOFF

Editor’s note: Though neither are twin or turbine, these two make an exception to be included in this piston series.

think the piston versions of the PA46 are some of the sweet-
est airplanes on the planet. They fit a nice niche between
the unpressurized semi-cross country piston airplanes and
the pressurized “big airplanes” that are sometimes multi-
engine and often turbines - but that always come with a
hefty operating price tag. Said another way, the piston PA46
performs as a “big airplane” on a budget, and this has made
it a sweet spot in the market.
Created by a brilliant design team led by Jim Griswold
and included present PA46 instructor and aerodynamicist
John Mariani, this team dreamt big, producing a clean-sheet
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airplane that continues to stand the test of time. Simply put,
there are other single-engine pressurized piston airplanes,
but none that have the excellent pressurization, greater than
1,000 nm range capability, FIKI operations, cabin-class pas-
senger comfort and flight control harmony that makes the
piston PA46 a solid IFR platform. The PA46 is in a niche by
itself, and this has placed Piper in the envious spot of hav-
ing no true competitors. Yes, there is the Cirrus SR22 series
and the Beechcraft Bonanza (both unpressurized), and the
Cessna P210 (less-than-desirable pressurization), but there is
no competitor that offers as complete of a package as the PA46.



Piper Malibu

The Piper Malibu was first available for purchase in 1984,
and initial sales were strong as compared to other aircraft
manufacturers. Because of liability laws that saddled manu-
facturers with horrific legal expenses, the mid-1980s was a
time that saw most aircraft manufacturers slow production.
Many simply closed their doors. But, the Malibu literally
saved Piper. The Malibu was a fabulous design well received
by the market.

The original engine selection for the Malibu was the
310-horsepower Continental 520. This is one of my favorite
engines because it can be flown lean of peak, which allows
for super efficient operations. A Malibu at FL250 will cruise
at 210 KTAS and sip 15.5 gph. That’s stunning performance
- literally the best efficiency of any airplane I've flown. And
those numbers are not inflated. I regularly see that kind of
performance on every Malibu I fly. But, the Malibu is not
going to be flown at FL250 very often as it takes a long time
for the Malibu to climb to FL250. And the engine (especially
the turbochargers) are working hard five miles up in the
sky. The sweet spot for a Malibu is the upper teens to lower
20s. You'll fly in the sweet spot regularly and still see cruise
speeds of 195 to 200 KTAS with the fuel burn being 15.5 gph
at all cruise altitudes with “normal cruise” power selected.

With 120 gallons of fuel available, the Malibu can stay aloft
longer than any bladder reading this article. Even at normal
cruise power, the Malibu can fly for over seven hours (1,400-
plus nm), but if you pull the power back to economy cruise,
you can fly for nearly nine hours and go over 1,500 nm. I
don't know of any piston airplane that even comes close to
that range capability. If your airplane has the optional STC
to add 20 additional gallons of fuel, you can go even further
and give your posterior chain a real test. The range is never
an issue with the Malibu, so you'll rarely tell the line guy to
top it off as you do with most other airplanes.

Takeoff performance in a Malibu is certainly not brisk,
but you'll get off the ground in less than 1,500 feet and climb
out initially at 700 to 1,000 fpm depending upon weight and
density altitude. I normally fly a “cruise climb” of about 140
KIAS all the way up to the cruising altitude.

Astime progressed, Piper wanted to make the Malibu bet-
ter and some upgrades came along. In 1986, a new hydraulic
system was installed. And in the same year Piper went to
electric flaps. But, the real change happened in 1989.

From Malibu to Mirage

Purportedly, Continental had some quality control issues
in the late 1980s with the manufacturing of'its engines. This
gave Piper the push to consider another engine manufac-
turer, and Lycoming was ready and willing to offer up their
TSIO 540 for the newly styled Malibu Mirage. Lycoming also
offered its engine in a 350 horsepower version, which made
the PA46 look even better on paper.

So, in 1989 the Malibu Mirage entered the marketplace
with the Lycoming 350 HP engine, a newly styled interior, a
heated windshield (as opposed to the hot plate found on the
Malibu), and a lot of hope that sales would increase. Sales
did increase, but not all was well.

The Malibu Mirage first entered the marketplace in 1989 with
the Lycoming 350 HP engine, newly styled interior and a heated
windshield — with Garmin avionics later integrated.

The increase of 40 HP with the Lycoming engine did not
translate into increased performance. The suggested setting
for Turbine Inlet Temperature (TIT) in the Pilot Operating
Handbook (POH) is to “lean to peak,” which produces a fuel
flow of about 19 gph. But, this creates a TIT that is far too
high to ensure engine longevity. Early Mirages experienced
cylinder failures related to the excess heat, and the owner
population had to adapt. The only way to decrease the ex-
cess TIT is to lower the power (at the sacrifice of speed) or
enrichen the mixture and cruise (at normal cruise power
setting) with a fuel flow of 21 to 22 gph.

So, despite the increase in 40 HP, the Mirage is no faster
than the Malibu and climbs no better than a Malibu - it only
burns more fuel. The performance of the bigger 350 HP en-
gine was also offset by the addition of about 200 pounds of
nicer interior. If the performance issues were not enough, the
Lycoming engine presented an internal problem for Piper.

The Mirage engine had huge crankshaft troubles in the
early 1990s. Literally every Lycoming engine had to receive
a new crankshaft, and there were some high visibility ac-
cidents associated with the crankshaft issues. To compound
the problems, there were some fatal accidents in the early
1990s that caught the attention of both the public at large
and the FAA. An airworthiness directive (AD) was issued
by the FAA that seriously restricted the PA46 from flying its
intended mission, effectively grounding the fleet.

The result was the airframe going through an analysis by
the FAA that was akin to another entire re-certification. It
was a scary time for Piper (which was also going through

June 2020 / TWIN & TURBINE « 5



T .
The Mirage has changed over the years in terms of styling,

avionics and interior — but it still has the same proven airframe
as back in 1989.

bankruptcy) and all of the Piper owners who had airplanes
that could be orphaned. Fortunately, the investigation results
declared the PA46 innocent. The FAA heralded the PA46 as
a great airplane, worthy of certification, lifted the onerous
AD, and declared that lack of proper training was the real
culprit in the rash of accidents that plagued the fleet. Piper
emerged out of bankruptcy and production continued.

As with most dark clouds, there’s typically is a silver
lining. That silver lining was the formation of the Malibu/
Mirage Owners and Pilots Association (MMOPA). The owners
of the Malibu and Mirage aircraft banded together to save the
PA46, and in doing so created an organization that has be-
come the flagship of OPAs (Owners and Pilots Associations).
Just about every type of airplane has an OPA, but MMOPA
is one of the best in the industry, even today.

Piper Mirage Today

The Mirage has changed over the years in terms of styling,
installed avionics packages and interior appointments, but it
still has the same airframe and engine as back in 1989. Sales
returned as prospective owners realized the black mark on
the fleet was not because of a bad airplane. Today, with the
addition of the Garmin G1000 NXi avionics, Piper renamed
the Mirage the “M350,” and it is a fabulous airplane.

The M350 that rolls off the assembly line in Vero Beach
today is the best version in a long line of incremental changes
in the PA46, and it is exquisite. The Lycoming engine is a reli-
able and smooth performer, the newest interior is stunning,
and the G1000 NXi avionics package is industry-leading. Tt
is a mature product that performs extremely well.
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The Decision

So, which PA46 should you consider buying/operating?
Those who migrate to the Malibu are driven by efficiency.
It is hard to beat the efficiency of the Continental 520, and
there's an STC available for the Malibu to upgrade to the
Continental 550. Both are smooth running, powerful and
incredibly efficient engines. All of the quality control issues
of the 1980s are gone in today’s Continental engines. If you
like incredible range, cheap operation and low acquisition
costs, look no further than the Malibu.

But you might have to look for a long time. They are get-
ting older and some airframes lacked proper maintenance
over the years. A Malibu that has received good care and
feeding is hard to find - and typical owners tend to keep
the airplane forever and won't sell. A nice Malibu with all
of the upgrades will fetch well over $400,000, and there'll be
along line of buyers ready to gobble it up. Plus, Piper didn't
make many Malibus (relatively speaking). You might find a
beat-up version with no upgrades, or one in desperate need
of maintenance, but you really don't want to be the owner
who has to bring that airplane back to a high standard. It'll
cost you a gob.

I think one of the best deals on the market is a 1990-era
Mirage. There are usually plenty of them available in the
marketplace. They have the nice interior appointments,
and the Lycoming engine enjoys solid support. It is going
to require more fuel to keep it aloft than a Malibu, but fuel
is the cheap part of owning any airplane. As you move to
a more recent year model, the Mirage price will go up but
the airframe time will usually go down.

The neat part of owning a PA46 is the airframe is “mature,”
meaning that all of the bugs have been worked out of the air-
plane and excellent support exists. Piper's mentality toward
owner support has changed over the years, and it is far better
today than ever before. With piston versions continuing to
roll off the assembly line, parts availability and support are
good. Also, there are plenty of maintenance facilities (both
Piper service centers and standalone maintenance provid-
ers) that are dedicated to the PA46 fleet. With well over 2,000
airframes on the market since 1984, the PA46 fleet enjoys
robust consideration from STC-developing entrepreneurs.
The avionics manufacturers all have the PA46 lineup in their
sights as they develop new products.

My point in all of this discussion? The piston PA46, whether
Malibu or Mirage, is an excellent airplane for the owner that
wants long-range, all-weather, IFR capability. If you are will-
ing to own an older airframe, the Malibu is more efficient.
If you want newer, the Mirage/M350 is incredible and owes
alot to the Malibu lineage. Both are fabulous airplanes that
flat-out perform. gy

Joe Casey is an FAA-DPE and an ATP, CFI, CFII ('A/H),
MEI, CFIG, CFIH, as well as a retired U.S. Army UH60 stan-
dardization instruc-tor/examiner. An active instructor in the

PA46 and King Air markets, he has accumulated 14,300-plus
hours of flight time, with more than 5,200 dual-given as a flight
instructor. Contact Joe at joe@flycasey.com or 903.721.9549.
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Owner-pilots invite
viewers into the cockpit.

by Dale Smith

Premier 1 Driver:
Have jet. Will travel.

hat do you get when you combine an ex-
W perienced F-16 pilot, a Beechcraft Premier
1A jet, and a cockpit full of cameras with some
creative videography and YouTube? You get Pre-
mier 1 Driver and the chance to fly “right seat” as

Greg Mink travels to exciting locations throughout

the United States, Canada and the Caribbean.
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Mink’s Background

Like most American families, when
Greg Mink was growing up in Indiana,
dinner time was “family time.” And,
like most of us, evening conversations
started with, “What’s new?” or, “What
did you do today?” Usually, those ques-
tions were answered by “Not much” or,
“Nothing very interesting.” But Mink
vividly remembers one dinner time
conversation in 1982 when his dad
had a new and, what turned out to be,
life-altering answer.

a Piper Seneca I, which we used for a
couple of years until I went off to col-
lege,” Mink said. ‘I think along the way
I watched ‘Top Gun’ a few too many
times. I was bound and determined I
was going to fly fighters.”

“I looked into the Navy, but a
neighbor suggested the Air National
Guard, which is part of the Air Force,”
he said. “The ANG had a unit right
in Fort Wayne, so I started the in-
terview process while I was at
Indiana University. I earned my

Top: The Cessna 172 purchased by
Greg’s father for their flight training.
Right: Greg served 10 years in the Air
National Guard.

“When T was young, my dad and I
raced motocross together. I had got-
ten injured in a race, so my parents
(especially my mother) were looking
for a safer activity for me to pursue,”
Mink said. “So, one night at dinner, my
dad casually mentions that he bought
a Cessna 172 that afternoon. He had
always been interested in flying. So,
we hired a flight instructor and started
our flight training together when I was
15. He got his license in about a year.
I had to wait until my 17th birthday
to take my check ride.”

In short order, the younger Mink
went on to add his instrument and
multi-engine ratings. And while his
ratings advanced, so did the family’s
need for a faster form of aviation trans-
portation.

“After doing all of our training and
early flying in the 172, we move up to
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management degree, then went
to work for my father’s company,
Modular Devices, Inc.”

Mink said that about a year after
graduation, he got accepted into the
Air National Guard’s fighter pilot pro-
gram. After moving up through the
training ranks, he was stationed in
Fort Wayne, where he joined the 163rd

Fighter Squadron, Black Snakes. He
flew F-16's out of that base for 10 years.

“At the end of my ANG career, I had
accumulated over 1,000 hours in the
F-16. It was a thrilling ride, but I was
getting too old for this young man’s
game,” he said. “‘So, when my time was
up, Ileft the Guard and went back into
the family business. Today, I am COO
of Modular Devices.”

Small Airplanes
Power Big Growth

Modular Devices, Inc., specializes
in providing temporary, mobile medi-
cal suites to hospitals and facilities
to use during times of renovation or
expansion. The units allow hospitals
to provide uninterrupted patient care
to the communities they serve.

“Most of our customers are hospitals
in smaller communities,” Mink said.
“We take pride in personal service,
and that requires site visits. Living in
Indianapolis, that can make direct air
travel to our customers difficult. It’s
hard to get anywhere without at least
having one connection or a long drive.”

As the company’s dependence on
private aircraft grew, so did the size
and performance of their aircraft.

After its start with the venerable 172
and Seneca I, Modular Device's fleet
expanded quickly up through a pres-
surized Piper Navajo, Cessna P-210 and
a Cessna 414 in 2003.

“‘Treally enjoyed flying that 414 and
put quite a few hours on it in a short
time,” Mink said. “Around 2005, we
bought a long-body Mitsubishi MU-2



Marquis, and a year or so later, we
added a K-model MU-2 with Dash-10
engines. We had those through 2013,
but to meet our expanding mission
requirements, we needed even more
speed, range and the ability to get up
over the weather.”

“We were coming up from the Mar-
quis, which has a pretty big cabin. Most
of the light jets were just too small
inside,” he said. “The Premier 1A offers
a good size cabin for a relatively small
airplane and the composite structure
is very quiet.”

Mink said that he also wanted a
fully-integrated avionics suite. “I'm
the veteran of my share of avionics
upgrade projects and the whole pro-
cess has just worn me out,” he said. ‘I
wanted a package that was integrated
from the factory without the added
downtime, cost or hassles. The Premier
1A has the Rockwell Collins Pro Line
package, and it's been great.”

“From the integrated avionics to
the cabin comfort, to the outstand-
ing performance and operating costs,
the Premier was, and continues to be,
the ideal solution for us,” Mink said.
“Today, I call it our ‘magic carpet.’
The Premier has opened up all kinds
of new opportunities for us.”

Premiering Across Europe

Afterlooking at Premier IA’s all over
the U.S., Mink said that they actually
found their ideal airplane where you'd
least expect to find it: England.

“The owner had passed away and it
was in the family’s estate. They just
wanted to see it gone,” he said. ‘It was
very well maintained and in excellent
condition with 1,400 hours, which is
relatively low time for a jet.”

“While the airplane was the best
available for us, the opportunity to
take my dad to Europe to pick up our
first jet was too good to be true,” Mink
said. “We hired the family’s pilot to ac-
company my dad and me as we flew
the Premier around Europe for a few
weeks before crossing the Atlantic
back home.”

“Because my dad and I started
flying together, to be able to share
a trip like this with him was truly
a once-in-our-lifetime experience,”
he said. “On the way back across the

Short-N-Numbers.com

We specialize in US aircraft registration numbers
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Atlantic, we stopped in Iceland, and at
Narsarsuaq Airport in Greenland. To
be there in front of that famous control
tower with my dad was the culmina-
tion of a truly wonderful time for me.”

The Right Premier Becomes
the Best Premier

Since bringing the Premier IA home
in 2013, Mink, as the company pilot,
has put over 1,200 hours on the air-
plane. And, as you'd expect, it's had
a few upgrades. To meet the FAA’s
ADS-Bmandate, the Premier’s avionics
were updated with the Collins Airspace

Modernization Package, which also
included the addition of synthetic vi-
sion, LPV approach capabilities and
Flight Path Vector displays.

They’ve also had the exterior paint
and interior redone to “Gulfstream”
standards by SureFlight Aircraft Com-
pletions. Upon close inspection of the
new paint you'll see the caricature
of a honey bee on the left engine na-
celle just ahead of the U.S. registra-
tion, N390GM.

As Mink shared the story in
one of his videos, the cartoon bee’s

The honey bee decal on the engine
nacelle serves as a humorous nod to
unwelcome (and expensive) guests
following a trip to Texas.

significance is both sad and humor-
ous. To make a long story short, on
one of his two-day trips to Texas, a
swarm of honey bees and their queen
took up residence in the Premier’s left
engine. The removal of the uninvited
hive required the complete overhaul
of the Williams engine at the cost
of six weeks of downtime and more
than $440,000.

“When they painted the airplane,
the guys at SureFlight put the bee car-
toon on the engine as a joke,” Mink
said. “They were going to take it off.
But when I saw it, I laughed so hard it
justhad to stay on the airplane. It helps
keep things in perspective.”

Even with the encounter with the
eusocial flying insects, Mink and
his father are even happier with the
Premier A today than they were when
they picked it up.

For sale:

The Trinity Airporter Resort

Located in Beautiful Trinity Center, Trinity County, CA - with a 3,215 foot paved runway!

The property features a restaurant & bar area that consist of approx. 4,250 square ft, that
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bathroom and with large decking over looking Trinity Lake. Separate building entitles you
to 8 hotel rooms with lake views, next building comes with a 2-bedroom cabin, living room,
dining area, bathroom and private patio. A one-bedroom chalet cabin with kitchen, large
living room, bathroom and private deck, and yes there is more.... A 3-bedroom, 1.5 bath
home...Plus a public bathroom, public laundry room with two washer hook ups and two
dryer hook ups, RV hook ups, plenty of parking & all with great views of Trinity Lake.
Property is next to the Trinity Center Airport and Trinity Lake on 3.87 acres of flat and
gorgeous land... what a great opportunity for multiple VRBO’s, air B & B’s, company
retreats, family compounds, rent some of the buildings, or all of them!

& Shannon Aikins Realtor® SFR, CNE - Big Valley Properties
1313 S. Main St. - P.O. Box 1263 - Weaverville, CA 96093
Office 530-623-5690 - Cell 530-524-2479 - DRE# 01701263
saikins@copper.net - www.bvptrinity.com
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“The Premier’s a bit of a dichotomy;
it’s a big airplane for its size, and yet
it's very fast and fuel-efficient. You'd
think you wouldn't get all those things
together, but it's proven to be all that
and more,” he said. ‘Tt does everything
very well, but one of its strong suits
is it climbs fast. On a standard day at
gross weight, it's around 21 minutes
to 41,000 feet. And once you get there,
you're cruising at .76 mach.”

“It’s a little heavy in the roll axis,
which is fine with me. Basically, wher-
ever you point the nose, that's where
it’s going to go,” Mink said. “And, it
rides well through turbulence. My
wife (aka, Premier 1 Rider) doesn't like
turbulence at all. Of all the airplanes
we've had, this is by far her favorite.”

Mink said the Premier 1A meets
their exact mission requirements on
90 percent of their flights, which is a
lot better than most owners can say
about their airplanes.

“The Premier can take us nonstop
from Indianapolis to anywhere on the
east coast, no problem,” he said. “When

we fly to the west coast - something
we could not efficiently do with any
of our other airplanes - it's one stop
in Denver or Cheyenne.”

“The single-pilot aspect of the
Premier 1A is another great advan-
tage to me because it gives me great
flexibility to quickly plan and execute
a trip. That's a great benefit in busi-
ness,” Mink said. “This airplane has

€6 7| can encourage other pilots to accept
the challenge of making their next flight
better and safer than the last one, then I'm
doing my job with my YouTube videos. 99

really enabled our business to grow.
We can go places and do things faster
and easier than we ever could before.
It's expanded the reach of our business
more than I had ever imagined.”

888.255.2672

OWNER

Aircraft insurance rates are on the
rise. We can help.

Shopping around to save on aircraft
insurance...SMART. Us doing it for
you...EVEN SMARTER.

AssuredPartners Aerospace is one of
the nation’s largest aviation insurance
firms - which means we have the
experience, expertise and resources to
cover virtually every aspect of general
aviation. We have you covered.

AP-AEROSPACE.COM/OWN

We can help with that too!
AP-AEROSPACE.COM/RENT

ASSUREDPARTNERS AEROSPACE

The right coverage at the right price.
AOPA’s partner for aviation insurance.

A

AssuredPartners
AOPA INSURANCE PARTNER
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He also said that on some business
trips, he does take along a qualified
co-pilot. While he'’s quite comfortable
flying single-pilot, the demands of be-
ing both a businessman and a profes-
sional pilot can be a bit overwhelming.

“Single pilot jet operations can get
busy, really fast. Having the second
pilot just takes some of the pressure
off of me, even if it's just for flight
planning and ground handling,” he
said. “But, as we get busier, the thought
of having a crewed aircraft is an idea
that's becoming more interesting to
me. Safety is paramount to every-
thing we do.”

Premiering on YouTube

Mink said his YouTube channel,
Premier 1 Driver, evolved from him
just wanting to share videos of ap-
proaches and landings at interesting
airports with his dad.

“The first one I posted was landing
at Telluride, Colorado, in our 414. I had
one camera hanging off the co-pilot’s
sun visor,” he said. ‘I was surprised by

the number of views and comments it
got. It's just grown from there.”

“Today, I enjoy the process of cre-
ating the videos, especially the pho-
tography part,” Mink said. “It gives
me a chance to step back and really
enjoy some of the amazing scenery
and views that we pilots get to experi-
ence, but are often too busy flying the
airplane to enjoy. The landscapes, the
clouds, the water - there’s beauty all
around us on every flight.”

Mink said that thanks to the count-
less comments he’s received, he's
evolved his videos to try to give view-
ers an actual “right seat” experience.
That means he’s going to give you the
“good, bad, and ugly” of these flights.

“There's a human side to flying
an airplane. I make mistakes. We all
make mistakes. From a sloppy read-
back to a less than perfect landing, I'll
point that out in the video,” he said. “It
would be easy to edit those mistakes
out. But, just like the guy who's trying
to figure out how to land a 172 in a

crosswind, we can all learn something
on every flight.”

‘T've been flying for 30-plus years
and have over 6,000 hours in all these
cool airplanes, and I still have some-
thing to learn,” Mink said. “If T can
encourage other pilots to accept the
challenge of making their next flight
better and safer than the last one,
then I'm doing my job with my You-
Tube videos.”

Stay tuned for the next Pilot Tube
feature in the July issue. QEE»

Dale Smith has been a commercial,
private and business aviation mar-
keting and media communications
specialist for nearly 40 years. He is
an award-wining aviation journalist

and aviation artist. Dale has been a
licensed pilot since 1974 and has flown
more than 40 different types of aircraft.
Contact Dale at dalesmith206@
comcast.net.

|:| Simulation

@

I_| Real thing

One-on-one training. Your plane or our plane.
Your place or our place. Examiner on staff.

Tran nl ng

Airframe

Piston Engine
Turbine Engine

* Continental

* Overhauled Rotables

35% to 85% offl
Mew Surplus Aircraft Parts

Over 14 million new surplus parts
in stock & ready to ship!

* Exhaust Systems

* Wheels and Brakes

¢ Overhauled Propellers

* Hardware: AN, M

* Pre-sewn Fabric Envelopes

* And More!

www.arizonatyperatings.com
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Free Online Inventory Search
www.preferredairparts.com

Preferred Airparts, LLC

Div. of JILCO Industries, Inc.

800-433-0814
Toll free, U.S. & Canada
Tel. 330-698-0280 - Fax. 330-698-3164
sales2@preferredairparts.com

We Buy Worldwide!
Sales Hours: 8:15amto 5:30pmEST




1CG
ICE SHIELD PRESSURE SENSITIVE
ADHESIVE (PSA) WING BOOTS
| HAVE ARRIVED!

Visit IceShield.com/PSA or contact an Authorized
Ice Shield Distributor for more information

Ice Shield is pleased to offer Pressure Sensitive Adhesive (PSA) wing boots.
Similar to the FASTboot® Ice Shield PSA allows minimal aircraft downtime
and easy installation. Contact an authorized distributor to purchase today.

Ice Shield PSA products are not available for sale or shipment to Canada, U.K., Germany,
or France. Ice Shield Standard wing boots are available for sale and shipment worldwide.

IceShield.com/PSA * 800-767-6899 ¢ infoQiceshield.com



F1ve on the Fly

WHO:
Glenn Watson

COMPANY:
Mach Point One
Aviation Photography

POSITION:
Owner/Photographer

HOME BASE:
GTU

RATINGS:
ATP MEL, COM SEL

HOURS:
2,500
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by Rebecca Groom Jacobs

1. Can you summarize your aviation/piloting background?

I was born into a general aviation family with my dad teaching high school
aviation courses and flight instructing. But due to life, finances and a family
move when I was 8, I took a 20-year hiatus from flying. Once I had a decent
job in my late 20s, I picked up flying again and knocked out my private in

a rental Cessna. Soon after, I bought a Skyhawk (172M) with a few friends
and began the “airplane owner” phase of life, which basically meant selling
everything I have to get an airplane. It was a great plane - flew it from
Texas to Oshkosh and everywhere in between for years.

Like everybody, you always want more, and after having three daughters,
the Skyhawk was a little tight. It wasn't long before I was daydreaming
about a six-place. During this same time period, I got very interested in

air to air photography. Enter the A36 Bonanza - sexy, fast, six seats and
certified for flight with the doors removed. The photo biz brought so many
airshow and aerobatic airplanes and friends into my life that I also naturally
got interested in the upside-down flying. A great friend loaned me her
Super Decathlon to try my hand in Sportsman aerobatic contest flying.

I was hooked, eventually buying a Christen Eagle, which we still have

and enjoy.



2. When (and why) did you first enter
the air-to-air photography scene?
How has the industry changed

up to today?

I've never been satisfied being “okay” at anything.
And a motorcycle adventure up the California coast
in 2009 found me detouring to Reno to take photos
of the airplanes at the Reno air races. The photos
were garbage and this was all I needed to challenge
myself to get better. Air-to-air photography seemed
to be that “golden ring” everybody reached for,

so in 2010 I found an opportunity to go up on my
first air-to-air (a2a) photoshoot - flying on a B-25
Mitchell Bomber photographing two awesome
military jets from the open tail. It was the most
amazing experience, and it was that moment I
decided I wanted to be the best a2a photographer
in the world.

I'd say the biggest changes in my limited time in the
industry are the challenges brought about by the
quality of iPhone cameras and the sheer number

of people who want to do it. I'd love to think T had
something to do with inspiring other photographers
to think bigger and aim higher after seeing what I
was able to accomplish in the industry. But I'll let
you in on a little secret - the actual photo-taking is
the easy part. The planning, formation flying and
photo aircraft equipment are the hard parts. Once
that's in place, T just go after the most dynamic,
unusual and exciting photos I can dream up - and
hopefully, it continues to stand alone often enough
to keep paying for my airplanes.

. Can you walk us through your creative/planning
process that occurs each photoshoot?

My goal for each shoot is to try and get a unique
aircraft angle or formation of multiple aircraft that
has never been captured before. It helps me push the
limit by constantly competing with myself. Also, I
have my own team of formation pilots that are the
real secret to the photos - without their time and
skills, none of this would be possible.

Going into a shoot, we typically have an idea of 75
percent of the obligatory shot list. The remaining
(my favorite) happens dynamically as we fly and
observe the light and backdrops changing, and

as the form pilots get more comfortable with the
particular aircraft. Every shoot is different whether
it's a mid-afternoon 60-second airshow grab behind
the crowd or an “owner experience” that we donated
to a fundraising auction. But they all start and end
at the same place - conservative plan and flight
safety briefing with known crew. We all want to
come home.

- o
MACH POINT ONE AVIATION

_— ———

4. You recently joined the airlines as well.

What led to your decision to enter the
commercial aviation world, and how is
the experience thus far?

I never really dreamed of being an “airline pilot”
like lots of folks, but as I spent more time around
corporate aviation in the photo/marketing side, I
got much more interested in flying jets. Then at
Oshkosh 2018, a good friend of mine had recently
left a lucrative sales career for a regional airline job
and told me it was the best decision he ever made.
With the regionals pay basically double since I last
looked, along with the pilot shortage, it looked like
the best time ever to go for it, so I was inspired.

I spent about four months getting the commercial
and multi-engine experience to meet the
prerequisites and fired off some applications. I was
in a training class at Envoy within a month. I'm now
a year in with about 600 hours in the jet (E-175), and
I have to say it's about the best thing I've ever done.
I love every day of it, and it’s a little cliché, but it’s
hard to believe T get paid for it. The flexibility is
very compatible with my photo company work, and
the income from flying has allowed me to be more
particular about the creative jobs I take on.
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5. Can you describe one (or two) of your
most memorable photo shoots?

I enjoy the photo flying so much, most shoots are
memorable - but two definitely stand out.

The first is a photoshoot I did with Skycatchers I
used to own for a Cessna magazine article about
my “fleet.” Apparently, I was the largest private

Skycatcher fleet owner with three airplanes. So,
of course, I wanted to do a three-ship formation

photoshoot of 162’s, probably the only such photo
ever taken. What made it particularly memorable
was I owned all four airplanes in the shoot. I
remember looking at the four airplanes and my
four good friends flying them after it was over
and just having a proud moment. Only a few short
years prior, I was sitting in a corporate cubical job
daydreaming about getting my private license.
Now I owned and operated four airplanes and

my aviation photo company is shooting them for
Cessna. I've always lived go big or go home!

But a lot of what I've done has paled in comparison
to the 2018 photo shoot at the Cleveland Airshow
of all three North American jet demo teams
historically flying together for the first time.
Through my hard work building a relationship
with the Blue Angels, I was selected to be the
photographer for this once in a lifetime event. The
photo ship would be none other than the Blue and
Gold #7 jet with me strapped in the back. After a
year of planning, all three jets teams successfully
rejoined 22 jets over Lake Erie and we captured
some spectacular images. It was truly an amazing
and emotional day - felt as though the opportunity
completed my journey to the top of my aviation

photography. @

Pratt & Whitney Canada
Distributor and Designated Overhaul Facility (DDOF)

Ap—
COVINGTON

AIRCRAFT

Specializing in the Maintenance and Overhaul
of the PTGA, R985 & R-1340 Engine Series

wWww.covingtonaircraft.com
Se Habla Espanol « FAA Repair Station No. CP2R750K

@ f
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i any of the 200-series airplanes that | operate.” . .‘.‘
— Tom Clements, Author of The King@;{ig 'k

Increase your aircraft’s cruise speed by 3-4 knots at equal power settings with Raisbeck’s
Enhanced Performance Leading Edges. Resulting in shorter block time and a reduction in fuel
usage for every mission you fly. Engineered to replace the factory-installed inboard-wing leading
edges, Raisheck’'s Enhanced Performance Leading Edges eliminate airflow separation and drag
on the wings during takeoff roll. You will see impressive results in overall peﬁfunnasncev and
reduced stall speeds when you combine the Enhanced Performance Leading Edges with the
other individual Raisbeck Performance Systems that make up ,our-’E-PlIff?éﬁf@rmange: Package.

Contact your Raisbeck Authorized Dealer to learn more




The Worldwide General Aviatio

owner/operators and chief pilots of these air

TOTAL MARKET COVERAGE

Chief Pilots & Owners

Count

Aircraft

55
26
30
49
88
226
117
Sl
53
31
108
49
286

163
279
261
150

82
188
170
364
123
273
151

55
305

18
248
437

57
154

86
191
377
123
256

76

AIRBUS ACJ319
ASTRA 1125

ASTRA 1125SP
ASTRA 1125SPX
BEECHJET 400
BEECHJET 400A
BOEING BBJ
CHALLENGER 300
CHALLENGER 600
CHALLENGER 601-1A
CHALLENGER 601-3A
CHALLENGER 601-3R
CHALLENGER 604
CHALLENGER 800
CITATION 500
CITATION 525
CITATION BRAVO
CITATION CJ1
CITATION CJ1+
CITATION CJ2
CITATION CJ2+
CITATION CJ3
CITATION CJ3+
CITATION CJ4
CITATION ENCORE
CITATION ENCORE+
CITATION EXCEL
CITATION |
CITATION I/SP
CITATION Il
CITATION II/SP
CITATION IlI
CITATION LATITUDE
CITATION M2
CITATION MUSTANG
CITATION S/11
CITATION SOVEREIGN
CITATION SOVEREIGN+

234
232
27
97
249
29
208
229

38

227
59
141
67
221
264
73
20
19
196
22
56
14
21

Sl

65
58
178

93
152
24
104
176
128
19
202

22
288

CITATION ULTRA
CITATION V

CITATION VI
CITATION VII
CITATION X

CITATION X+
CITATION XLS
CITATION XLS+
DIAMOND |

DIAMOND IA
DORNIER ENVOY 3
ECLIPSE EA500
EMBRAER LEGACY 500
EMBRAER LEGACY 600
EMBRAER LEGACY 650
EMBRAER PHENOM 100
EMBRAER PHENOM 300
FALCON 10

FALCON 100

FALCON 200

FALCON 2000
FALCON 2000EX
FALCON 20C

FALCON 20C-5
FALCON 20D

FALCON 20D-5
FALCON 20E

FALCON 20E-5
FALCON 20F

FALCON 20F-5
FALCON 50

FALCON 50-40
FALCON 50EX
FALCON 900

FALCON 900C
FALCON 900EX
GLOBAL 5000
GLOBAL EXPRESS
GULFSTREAM G-100
GULFSTREAM G-200
GULFSTREAM G-300
GULFSTREAM G-400
GULFSTREAM G-450

500
54
21

120

165

283

170
S8

11
IS
12

95
59
184
34
170
58
336
80
83
158

15
11
28
11

10
S5

85

26
161

GULFSTREAM G-500
GULFSTREAM G-550
GULFSTREAM G-Il
GULFSTREAM G-1IB
GULFSTREAM G-llI
GULFSTREAM G-IV
GULFSTREAM G-IVSP
GULFSTREAM G-V
HAWKER 1000A
HAWKER 125-1A
HAWKER 125-1AS
HAWKER 125-3A/RA
HAWKER 125-400A
HAWKER 125-400AS
HAWKER 125-400B
HAWKER 125-600A
HAWKER 125-600AS
HAWKER 125-700A
HAWKER 4000
HAWKER 400XP
HAWKER 750
HAWKER 800A
HAWKER 800B
HAWKER 800XP
HAWKER 800XPI
HAWKER 850XP
HAWKER 900XP

JET COMMANDER 1121
JET COMMANDER 1121B
LEARJET 23
LEARJET 24
LEARJET 24A
LEARJET 24B
LEARJET 24D
LEARJET 24E
LEARJET 24F
LEARJET 25
LEARJET 25B
LEARJET 25C
LEARJET 25D
LEARJET 28
LEARJET 31
LEARJET 31A

30 LEARJET 35
350 LEARJET 35A
13 LEARJET 36
32 LEARJET 36A
29 LEARJET 40
186 LEARJET 45
166 LEARJET 45XR
92 LEARJET 55
4 LEARJET 55B
12 LEARJET 55C
253 LEARJET 60
108 PREMIER I
6 SABRELINER 40
17 SABRELINER 40A
3 SABRELINER 40EL
1 SABRELINER 40R
21 SABRELINER 60
17 SABRELINER 60ELXM
2 SABRELINER 60EX
58 SABRELINER 65
13 SABRELINER 80
6 SABRELINER 80SC
66 WESTWIND 1
4 WESTWIND 1123
27 WESTWIND 1124

63 WESTWIND 2

Turboprops - 11,605

Chief Pilots & Owners
Count Aircraft

369 CARAVAN 208
1208 CARAVAN 208B
32 CHEYENNE 400
131 CHEYENNE I
13 CHEYENNE IA
251 CHEYENNE II
56 CHEYENNE I
37 CHEYENNE IIIA
51 CHEYENNE IIXL
23 CHEYENNE IV
176 CONQUEST |




n & Business Aviation Markets

craft ALL RECEIVE Twin & Turbine every month

Do you want your marketing
message to reach these
key decision makers?

It will when you advertise

in Twin & Turbine

253
42
57
60
25

484
21
17

197

173

| 554
64

354

16

10

63

209

48

104

854

242
156

CONQUEST Il
JETSTREAM 31
JETSTREAM 32
JETSTREAM 41
KING AIR 100
KING AIR 200
KING AIR 200C
KING AIR 200T
KING AIR 250
KING AIR 300
KING AIR 300LW
KING AIR 350
KING AIR 350C
KING AIR 3501
KING AIR 90
KING AIR A/B90
KING AIR A100
KING AIR A200
KING AIR A920
KING AIR A90-1
KING AIR B100
KING AIR B200
KING AIR B200C
KING AIR B200CT
KING AIR B200GT
KING AIR B200SE
KING AIR B200T
KING AIR B90
KING AIR C90
KING AIR C90-1
KING AIR C20A
KING AIR C90B
KING AIR C90GT
KING AIR C90GTI
KING AIR C20GTX
KING AIR C90SE
KING AIR E90
KING AIR F90

25
61

22
16
33
10
18
17
24
36
616
462
146
215
68
7
794
201

o

96
68
283
100
33
111

68
30
132
136
81
24

52
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KING AIR F90-1
MITSUBISHI MARQUISE
MITSUBISHI MU-2D
MITSUBISHI MU-2F
MITSUBISHI MU-2J
MITSUBISHI MU-2K
MITSUBISHI MU-2L
MITSUBISHI MU-2M
MITSUBISHI MU-2N
MITSUBISHI MU-2P
MITSUBISHI SOLITAIRE
PILATUS PC-12 NG
PILATUS PC-12/45
PILATUS PC-12/47

PIPER JETPROP

PIPER M500

PIPER M600

PIPER MERIDIAN

QUEST KODIAK 100
ROCKWELL 680T TURBO
ROCKWELL 680V TURBO Il
ROCKWELL680WTURBOII
ROCKWELL 681 HAWK
SOCATA TBM-700A
SOCATA TBM-700B
SOCATA TBM-850
SOCATA TBM-200
SOCATA TBM910
SOCATA TBM930
STARSHIP 2000A
TURBOCOMMANDER 1000
TURBO COMMANDER 690
TURBOCOMMANDER690A
TURBOCOMMANDER690B
TURBO COMMANDER 840
TURBO COMMANDER 900

TURBO COMMANDER 980

Twin Piston - 6,320

Owners
Count Aircraft
34 BARON 56 TC
1412 BARON 58
2 BARON 58 PA
339 BARON 58P
108 BARON 58TC
3 BARON A56TC
332 BARON G58
186 BEECH DUKE B60
163 CESSNA 340
507 CESSNA 340A

58 CESSNA 402B
BUSINESS LINER

130 CESSNA 402C
24 CESSNA 404 TITAN
244 CESSNA 414

352 CESSNA 414A
CHANCELLOR

39 CESSNA 421
34 CESSNA 421A
319 CESSNA 421B
596 CESSNA 421C
50 CESSNA T303
110 DIAMOND D42
108 PIPER 601P AEROSTAR
24 PIPER 602P AEROSTAR
515 PIPER CHIEFTAIN
25 PIPER MOJAVE
308 PIPER NAVAJO
208 PIPER SENECA
12 ROCKWELL 520
COMMANDER
4 ROCKWELL 560
COMMANDER
11 ROCKWELL 560A
COMMANDER
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8 ROCKWELL 560E
COMMANDER

7 ROCKWELL 560F
COMMANDER
13 ROCKWELL 680 SUPER

3 ROCKWELL 680E

15 ROCKWELL 680F
COMMANDER

12 ROCKWELL 680FL GRAND
COMMANDER

5 ROCKWELL 680FLP
GRAND LINER

High Performance

Move-Up Singles -
5,807

Count Aircraft

219 BEECH BONANZA
438 CESSNA 182
56 CESSNA 206
389 CESSNA P210N
21 CESSNA P210R
54 CESSNAT182
818 CIRRUS SR20
2991 CIRRUS SR22
28 MOONEYACCLAIMULTRA
10 MOONEYOVATIONULTRA
238 PIPER MALIBU
104 PIPER MATRIX
441 PIPER MIRAGE

39,146
TOTAL AIRCRAFT




Retrain Your Brain

Confidence and Airmanship Training

P_ATTY WAGSTAFF _
/IATION SAFETY, ic

ollowing my first exposure
F to Upset Prevention and

Recovery Training (UPRT) in
early 2019, T gained a huge respect for
this type of training in a real airplane.
It teaches pilots an understanding of
the edge of the envelope and allows the
body to feel the associated G-forces.
A year later, unable to find guidance
regarding currency for this type of
training, I turned to aerobatic super-
star and friend of Twin & Turbine,
Patty Wagstaff.

When Patty is not performing in
front of thousands of airshow specta-
tors, she and fellow flight instructor,
Allan Moore, operate the Patty Wagstaff
Aviation Safety in beautiful St. Augus-
tine, Florida (KSGJ). Patty and Allan
fully endorse the idea that to be most
effective, UPRT requires conditioning
and currency. So, I promptly signed
up for the Owner/Pilot Confidence
and Airmanship Training to further
sharpen my skills (and have some fun
in the process!).
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Ground Training

To start, Allan defines the specific
skills we will train. There is inevitably
some confusion for the uninitiated
when talking about UPRT vs. aero-
batic training.

“Let’s think of the disciplines
we cover in the owner-pilot course
as two distinct families of ma-
neuvering. Upset Prevention and
Recovery Training is a group of ma-
neuvers that has a strict G envelope:
100 percent of the fleet, 100 percent
of the time and 100 percent of the sce-
narios can be recovered from in the
+0.5 to +2.0 G envelope. To accom-
plish this, we will use a very short
mantra - ‘Look. Unload. Roll. Recover.
Everything that we teach for UPRT
will follow those guidelines. Period.
The next set of maneuvers that we will
cover are aerobatic maneuvers. When
we talk about aerobatic maneuvers, we
are talking about events that are into
the negative G’s and about 3 or more
positive G’s.”

by Jared Jacobs

I find his definition helps eliminate
the gray areas in my mind and gives an
accurate representation of the training
to come. This is a hybrid course that
will fully cover the UPRT material
then introduce some acrobatic skills
for added understanding and comfort.
Allan moves on to make another point.

“Virtually every loss of control
(LOC) event that we are able to look
back on and study is preceded by a
stall. This is curious because every
pilot receives stall recovery training
in nearly every certificate that they
endeavor to obtain. So, let’s revisit the
basics and define a stall: A stall occurs
when your wing exceeds its critical
angle of attack, and as a result, loses
a portion of its lift.”

This information is very familiar
to me and likely to every reader here.
However, as he accurately stated, stalls
lead to a large majority of LOC in-
cidents, which account for the larg-
est number of fatal accidents in all
aviation segments. How could this
be? Especially when you consider the
information that he provides next.

“FAR 23 and FAR 25 state that fol-
lowing a loss of lift event, an airplane
must have a pitch down moment. If
an airplane doesn’t meet this require-
ment, then a stick pusher will be in-
stalled. In any case, the natural (or
pusher assisted) pitch down following
a stall generates a half G for about
a second.”

Said another way, stalls are self-
correcting if the pilot would allow the
airplane to pitch down. So, what is
happening? Why are pilots not allow-
ing the airplane to follow its built-in
characteristics and recover? The short
answer is that our instincts get in the
way. Patty explains this phenomenon
in her article “Upset Prevention and
Recovery Training: From Skeptic to
Convert” (Twin & Turbine, June 2019).
Allan explains it similarly today.



“Every human likes to walk around
at 1G. When we fall down we always
clutch or brace. This reaction is built
into humans from day one. When an
infant is born the doctor will test its
reflexes by holding it in their palm
and then mimic a falling sensation.
A properly functioning neurological
system will cause the baby to tuck in
and cry. This is called the Moro reflex,
and while it’s called ‘startle factor’ or
‘clutch reflex’ in an adult, the reflex
remains with us our entire life. When a
pilot is exposed to less than 1G follow-
ing a stall, our reflexes kick in and the
response is the same...except there's
no crying in stunt flying!”

Patty has identified desensitiza-
tion training as one of the keys to the
school’s curriculum. This is the first
time I have heard of this as a focus of
UPRT but it resonates with me. We
will conduct maneuvers repeatedly
to train out the startle response to
reduced G-forces. Once the abnormal
feels normal, we give our brain the
chance it needs to provide the appro-
priate inputs to correct the scenario.
This also gives added validity to the
idea that UPRT is as much a currency
item as any other discipline; without
practice and familiarization, our skills
could deteriorate and reflexes could
take over in the heat of the moment.

Flight Training Part 1

We level off the Extra 300 at 4,000
feet, and Allan jumps straight in with
a couple of stall demonstrations using
only a reduction in angle of attack to
recover. While I shadow the controls,
he brings the power back with the nose
just slightly below the horizon, then
pitches up to the horizon to get a good
control feel as the aircraft decelerates.
He then pitches again to bring the nose
up into a landing attitude, and then
one final pitch up to bring the nose
up a few more inches. Predictably the
aircraft gives a little buffet in protest
and then the nose drops. Allan is sure
to point out the half-G feeling for about
a second before beginning to bring the
nose back up. I have a go at a few of
these stalls before we move on.

Next, Allan uses the same setup
but adds a 30-degree bank to show a
turning stall. With very similar results
we see that there’s nothing notably

different about stalling while in a co-
ordinated turn. Following my turn-
ing stall practice, Allan demonstrates
something new to me that can really
only be shown in an aerobatic airplane.
We enter a turning stall, recover, and
then he immediately pulls the stick
back again to induce a second, then
third, then fourth stall. With each
stall, the nose drops further and fur-
ther below the horizon, illustrating
very clearly that the aircraft truly can
stall at any attitude, even with the
nose pointing directly down at the
ground. I'm thinking just how cool this
is to observe when Allan transfers the
controls back to me to recover. “Look.
Unload. Roll. Recover.” Recognizing
and suppressing the startle reflex, I
successfully do as I'm told.

Next, Allan demonstrates a stall
with yaw. He follows the same turn-
ing stall procedures but points out that
he is adding only a half-ball worth of
yaw. Even this small amount of yaw
is enough to agitate the stall to the
point of starting a spin. As the aircraft
rolls over in protest, Allan releases
all inputs before the spin can fully
develop and I suddenly find myself
at the controls of an inverted dive.
Reciting the mantra myself this time,
I recover the aircraft.

Again, Allan takes the demonstra-
tion a little bit further by showing the
amount of yaw that can be generated
naturally by the airplane if not coun-
tered correctly. We lift our toes off of
the rudder pedals as he adds and re-
duces power, observing the nose move
left and then right. Similarly, with our
feet still flat on the floor we use the
control stick to roll left and the nose
yaws to the outside of the turn. Both
of these yawing moments produce a
yaw greater than a ball-width deflec-
tion on the inclinometer which, as
we just saw, was more than enough
to aggravate a stall into a spin. This
is another demonstration that I have
never seen illustrated so clearly before
but has made a big impression.

Having seen the ingredients that
can lead to a spin, I set up using the
same simple stall initiation, add some
rudder pressure in the last few seconds
of the stall, and the Extra’s wing rolls
us over and enters a spin. I continue

holding these control inputs to be sure
that the spin fully develops. After a
full rotation in the spin, I talk my way
through the spin recovery: P.A.R.E.
“Power - idle. Ailerons - neutral. Rud-
der - opposite rotation. Elevator - for-
ward to break the stall, then center
the rudder pedals before recovering
from the dive.”

Allan notices that T have subcon-
sciously used a bit of left aileron as
I am pushing in the left rudder on
the recovery, so I work to counteract
this instinct in the next few spins.
This again impresses on me the im-
portance of staying “‘current” on my
UPRT. Counteracting the subconscious
is tough work.

To round out our flight, we do a
briefintroduction to aerobatics in the
form of a two-point aileron roll. Allan
explains that if we were performing
this maneuver to the right, we would
trace an uppercase “D” with the nose
of the aircraft. With that image in my
mind, I begin by bringing the nose up,
pausing briefly to allow the aircraft to
come back to 1G, then roll the aircraft
to inverted just as we are passing the
horizon and stop the roll there. From
here it's time for the training to kick
in. I look to find the horizon, unload
to be sure that I am not pulling the
aircraft any further into the dive, roll
right 180-degrees again to bring us
back right side up, and then recover
by pulling the nose back to the horizon
that T had found.
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With all of this fresh in my mind,
Allan makes a few points. First, being
inverted and nose low is not some-
thing most pilots are accustomed to,
so doing this maneuver helps us to
build up a tolerance (desensitization)
to these sorts of attitudes and lessens
our startle reflex. He also points out
that through the entire maneuver we
never went into negative G’s, which is
surprising to me. The feeling simply
cannot be replicated by a simulator,

s0 we give it a few more go’s to set the
sensation in prior to heading back to
the airport.

Flight Training Part 2

With the foundation laid by Al-
lan, now comes the masterclass
with the namesake of the academy:
Patty Wagstaff. Allan is a teacher at
heart, with a knack for breaking the
complex down to its base parts. At
the core of Patty is a performer. This
was immediately made clear on the
takeoff roll.

“After takeoff, T always hold the nose
down and let it accelerate. I don’t rush
to get into a high deck angle climb
because I can't see anything like that,
and I'd rather have more speed if some-
thing happened.”

And she wasn't joking. As I've ob-
served her do from the grandstands at
numerous air shows, just after break-
ing the ground, Patty holds the nose
over and tracks down the centerline
only feet off the runway. With the
departure end rapidly approaching,
she releases the forward pressure

and the Extra shoots skywards. “Plus,
this way is more fun,” she adds. I'd
have to agree!

Once we reach the practice area,
the format of the flight is similar to
my first. She spends a few minutes
observing how I handle the airplane
with a few basic aileron rolls. “I really
like to teach aileron rolls first because
it forces people to use the controls in-
dependently, which is something we
rarely do,” she says. This is something
I saw for myself in my spin recovery
when I incorrectly used aileron while
applying rudder pressure.

At this point it feels like T am work-
ing my way through a progressive
check in which she is checking my
knowledge, skills and comfort with
the maneuvers that she knows I al-
ready covered on my earlier flight.
Where she sees the chance to add to
my understanding or improve on my
performance she does. And when
there’s nothing to be added, we move
on. Thanks to Patty’s cool attitude, I
have no nerves about the maneuvers

:URBINES inc.
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as she asks me to fly them because
we are training to proficiency. In this
way, we work through many reputa-
tions of stalls, turning stalls and spins
in pretty short order. With the UPRT
portion completed and validated, this
left us with some time to focus more
on the aerobatics portion of the course.

In general, the second flight of the
course is a review of the first with a
focus on spins, along with more aero-
batic maneuvers - if the student wants
them. This being my fourth aerobatic
training flight, T ask Patty to check
my fundamentals so we can work on
expanding my aerobatic repertoire.
With rolls already completed earlier,
the obvious skill to work on next is
loops. Patty instructs me through a
3G pull, pointing out where I should
be looking for visual cues as we prog-
ress. She then suggests a half Cuban
8 before progressing to the full Cuban
8. Mimicking the same 3G pull from
the loop, we pull the Extra up through
a little over half of a loop before per-
forming a 180-degree aileron roll on a

45-degree downline to bring us back
to right side up.

Next, we simply stitch two of those
maneuvers together to complete the
full Cuban-8. To add complexity, Patty
talks me through a halfreverse Cuban
where we pull up on a 45-degree line,
roll to inverted, then pull ourselves
around the remainder of an inside
loop. A slight variation on the original
maneuver, but it gave me a good oppor-
tunity to work on rolling to inverted
as well as elevator control from low
energy to high energy in the loop.

Somehow, I made it to this point in
the flight before it struck me just how
unique it was to be sharing the controls
with a U.S. and international aero-
batic champion and inductee to the
National Aviation Hall of Fame. Any
maneuver that I could come up with to
request, there was quick “OK!” before
she was talking her way through the
next mind-bending procedure while
I struggled to stay conscious. Later,
Patty listed out each maneuver we
completed and it was not brief: rolls,

loops, half Cubans, half reverse Cu-
bans, Immelmanns, rolls on top of
loops, humpty bumps, hammerheads,
vertical point rolls, inverted spins,
upright flat spins and inverted flight.
I wish I had the space here to in-
clude in-depth detail of each maneuver
and how it made positive impacts on
my aviation skillset, but suffice it to
say that I gained everything I was hop-
ing for and more from the aerobatic
portion of the course. It solidified in
my mind that the benefits of learning
aerobatics along with a UPRT course is
twofold in training my body to handle
G's and react correctly and safely to un-
usual attitudes - all while having fun.
And pro tip: If you get the incredible
opportunity to fly with Patty Wagstaff
and she offers a low cruise along the
beach - take her up on it! gy

Jared T. Jacobs is an ATP-rated
turbine pilot, instructor and mentor. He
currently flies corporate aircraft both

single-pilot and as crew for a Fortune
500 company. Jared can be reached at
jaredjacobs2@gmail.com.
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Jet Journal

Stutf Happens

by Kevin Ware

s much as we try to personalize

them, airplanes are above all

mindless mechanical devices
that wear down and break at regular
intervals, in spite of our mechanic’s
best efforts. When this occurs, the
pilots involved (and I am definitely
one of them) invariably tend to blame
themselves and lie awake at night
thinking about how they could have
handled the problem differently. We
are almost always our own worse
critics. But the truth is, in aviation,
“stuffhappens” regularly even though
we pilots have exalted skills and try to
prevent them. A couple of events that
occurred at our airport in the past year

illustrate this point.

King Air Landing Gear

A King Air 200 flown by one of our
professional pilots (with more than
10,000 hours in the make and model)
returned from a trip to California last
fall. He started the LPV approach to
Runway 11 with the weather at about
1,500 overcast and 4 miles visibility.
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Everything was going fine until the
yellow glide slope needles centered
and (while still in instrument condi-
tions) the pilot pulled down the handle
with the white round wheel on its tip to
lower the landing gear. Initially, there
was the typical growl and whine as the
mechanism under the floor started
into action, but then it seemed to slow
down a bit, almost to a stop. This was
followed by a loud bang, which defi-
nitely got his attention and scared the
daylights of the passengers sitting in

the back. The pilot took a glance at
the gear lights, where he found two
greens for the mains but an “unsafe”
condition for the nosewheel.

While pondering the problem, he
broke out of the clouds and was able to
see the runway about a mile ahead of
him and a thousand feet below. Wisely
deciding not to land with an unknown
gear condition, he broke off the IFR
flight plan and began circling the air-
port in low but flyable VFR conditions.
As safely doing so required nearly all
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of his attention, he asked the passenger
in the right seat (the King Air’s owner
and a private pilot) to dig out the emer-
gency checklist and read the portion
dealing with unsafe gear conditions.

Three or four turns around the air-
port later, they were unable to solve
the nosewheel problem by reference to
the checklist and decided to land while
holding the nosewheel off and long as
possible after touchdown. This was
communicated to the growing crowd
below on Unicom, whose morbid curi-
osity caused them all to hustle outside
to see the upcoming airport event. The
approach was made from the east to
Runway 29 as the departure end of that
runway was more overrun friendly
than landing the opposite way. Touch-
down occurred right on the black tire
marks of the touchdown zone, with the
airplane nicely centered on the run-
way. Both PT6 engines were pulled to
idle cut off, the wheel held all the way
aft, and the airplane deftly kept over
the center line by fancy rudder pedal
work. Care was taken not to apply
braking as the deceleration would have
promptly lowered the nose. But the
inevitable could not be permanently
delayed, and at first slowly, and then
with a loud nasty crunch, the nose
smacked onto the runway - albeit ex-
actly on the white line.

There followed some quick decelera-
tion, with the airplane stopping in less
than 800 feet. The next problem: how
to get the passengers quickly evacuat-
ed with the nose on the ground, the tail
way up in the air, and the door some
eight feet above the surface. Fearing
that something bad was yet to hap-
pen, however, they all made the jump.
Luckily, there was not a single injury.

As the pilot and passengers stood
on the runway looking a mixture of

Jet Journal

sheepish, guilty and relieved, the air-
plane was then surrounded by ground
vehicles from the airport staffand FBO
- all wanting to help and see what had
caused the event.

As it turned out, the nosewheel
activation mechanism on a King Air
looks like some Rube Goldberg device
stolen from a bicycle repair shop dur-
ing the 1950s. It has sprockets and a
long bicycle-like chain that runs from
the motor under the floor to the nose-
wheel well just behind the pilot. The
bang occurred when the chain broke,
having become jammed, which caused
the motor to slow down just before the
noise occurred. With the nosewheel
up, the impact damaged the gear doors
and radar dome but little else. The pro-
pellers were still turning but not under
power and suffered minor damage.

The airplane’s nose was jacked up
and placed on a helicopter dolly, then
towed into the FBO’s hangar. Four
months and $600,000 later, all the dam-
age was repaired, and from looking
at the airplane, you could never tell
what had happened. The owner’s wife,
however, remembered the event all too
well, and before long, the turboprop
was replaced with a Learjet.

The pilot, for the most part, received
kudos from those observing. There
were some “Monday morning quar-
terbacks” (MMQs) who faulted him
for not flying about 20 miles away
where there was a 10,000-foot runway
and fire service at the airport. But, I
thought the pilot handled it very well.
By getting the passenger in the right
seat involved, he made good use of all
cockpit resources, and his airmanship
in keeping the airplane centered on
the white line was outstanding. Some-
times stuff just happens.
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Gulfstream 150 Overrun

Some months went by without any
exciting airport events and spring ar-
rived. Then, we had one of our busi-
ness jets, a Gulfstream 150, make a
departure for the east coast in similar
weather conditions, only to have an
HYD FAIL red light show up on the
annunciator panel right after liftoff.
The crew immediately leveled off the
airplane while under the cloud base at

111 —

about 2,000 feet and began a slow VFR
circle back to the approach end of the
runway they had just departed. The
co-pilot began running the HYD FAIL
checklist, which is nearly four pages
long in that particular jet. Sort of like
the co-pilot in the Hudson River airline
event, he was unable to complete the
entire thing before they were set up
on a long final.

Touchdown occurred nicely right
in the zone, and the brakes were

applied only to find there was not
enough hydraulic pressure to do much.
The thrust reversers came out, and the
power pushed up to take advantage of
all the deceleration they could possibly
muster. Again, the inevitable could
not be permanently postponed. With
the runway end rushing up at them,
the pilots shut down both engines to
avoid ingesting a substantial amount of
FOD they knew was going to be kicked
up when the airplane rolled off the
pavement. Off the end of the runway
they went, somewhere between 60
and 80 knots, only to then feel a level
of deceleration unknown to most pi-
lots unless accustomed to landing on
aircraft carriers.

As it turned out, the overrun area
had been soaked repeatedly with
rain during the previous two weeks,
and the dirt under the grass off the
runway end was more like soft mud
than anything solid. This caused the
main gear and nosewheel to sink tire
deep, bringing the airplane to a com-
plete halt in about 1,000 feet. All the

goairtext.com

28 - TWIN & TURBINE / June 2020

Jet Journal



passengers gently stepped down just a
foot or so from the door to the ground,
then stood about 100 feet away as all
kinds of ground vehicles, and even the
local sheriff showed up. The airport
was closed, and a local truck wrecker
was called to remove the airplane. This
was artfully done with little to no dam-
age to the fuselage by placing airbags
under the “lift” points of each wing,
blowing them up until the tires were
clear of the mud. Then pushing steel
plates borrowed from a local paving
company under them and towing the
airplane backward, moving the plates
serially until reaching the pavement.

This, of course, took all day in rainy,
cold weather, during which time the
runway was closed. The passengers
and crew, however, were seemingly
not too dismayed by the event. Forty-
five minutes after exiting their aircraft
and cleaning the mud off their shoes,
they borrowed one of the Learjets also
on the field and owned by another
company, and were on their way to
Washington, D.C.

Harbor Springs, Michigan

Jet Journal

LIMITLESS ADVENTURE

The “Monday morning quarterback”
report after the event suggested the
pilots should have declared an emer-
gency, climbed out to 10,000 feet or so
to top the clouds, then taken the time
to run the entire checklist. If at that
point there was any possibility of brake
failure, they should have changed the
destination from the airport they had
just departed to one some 20 miles
away at which there was full-time fire
service and two miles of runway. But
again, [ am not so sure that criticism
isdeserved or valid. Although running
the entire checklist might be the cor-
rect decision in the simulator, in real
life flying, with the runway still visible
under you and a hydraulic failure of
unknown significance on the annun-
ciator panel, getting the thing back on
the ground as soon as possible would
seem (at least at the time) the safest
thing to do.

In aviation, “stuff happens” on a
regular basis. And, if you fly enough,
it is only a matter of time until one of
these events happens to you. When

5ullwan s

ARBOR ® SPRINGS
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LUXURY ARCHITECTURE

(and it is “when” not “if") this occurs,
before getting too self-critical, or pay-
ing much attention to the MMQs, ask
yourself this most important question:
Did your decision process during the
event result in everyone walking away
without injury? If so, pat yourself on
the back. You did just fine when the

stuff happened. Y

n ATP who also
holds CFI, MEII
and helicopter rat-
ings, has more than
10,000 hours and is
typed in several dif-
ferent business jets.

He has been flying for a living on and
off since he was 20, and currently
works as a contract pilot for various
corporations in the Seattle area. When
not working as a pilot he is employed
part time as an emergency and urgent
care physician. He can be reached at
kevin.ware2@aol.com.

586.945.7453
www.mgn-airpark.com
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En Route

Photography Book Spotlights Owner-Flown Jets

by Jessica Ambats

“Jet Dreams” is a combination
of my two passions: aviation and
photography. It's a high-end coffee
table photography book about jets,
entrepreneurs and dreams.

Jet Dreams will feature awe-
inspiring jets in spectacular loca-
tions, but it's about something bigger:
chasing dreams. As kids, many of us
looked up at the sky each time an
airplane passed over. We dreamed
of flying. Jet Dreams is about those,
who through hard work and entre-
preneurship, achieved their child-
hood dreams.

It’s the only photography book
about owner-flown jets. They are en-
trepreneurs of all kinds - inventors,
creatives, techies and more - who

are passionate about flight.
Each time they rotate off the
runway, the little kid inside
them cheers “yes!” This book
is about that kid in all of us.

e Jet Dreams is a book of
photographs of jets over
stunning backdrops.

e It's about thrills, preci-
sion and managing risk.

e It's about teamwork and
the pilots who fly the planes.

e Tt's about angles: light angles,
bank angles, camera angles.

e But most importantly, it's
about achieving your dreams.

Pre-sales are available on Kick-
starter. The campaign will fund
the self-publishing project. Special

backer options include an air-to-
air shoot of your aircraft, to be fea-
tured in Jet Dreams or a subsequent
photography book (depending on
airplane type).

For more information visit
wwuw.kickstarter.com/projects/
jessicaambats/jet-dreams gy
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He's not a pilot but when

you need to talk about
aviation marketing,

John Shoemaker speaks
your language. And more
importantly, he listens.
Call him today and find how
the publications he serves,

and the markets they reach,

can help your aviation related
business grow.

800-773-7798

VP Demand Creation Services —
serving your advertising needs with
these fine aviation publications:

® ABS ® Comanche Flyer ® COPA Pilot
® King Air ® MMOPA
® Twin & Turbine

john.shoemaker@yvpdemandcreation.com
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En Route

Garmin Autoland
Achieves FAA
Certification

On May 18, Garmin announced
Federal Aviation Administration
(FAA) certification and availability
of the Garmin Autoland system in
the G3000 integrated flight deck in
the Piper M600 SLS. In the event of
an emergency, Autoland will control
and land the aircraft without human
intervention. The award-winning
Garmin Autoland system is also fea-
tured on the Cirrus Vision Jet and
Daher TBM 940 and will soon be
available on these aircraft, with ad-
ditional aircraft approvals to follow.

“What started as a vision to devel-
op the world’s first Autoland system
for general aviation, became a reality

today as we deliver one of the indus-
try’s most significant innovations,”
said Phil Straub, Garmin executive
vice president and managing director
of aviation. “Congratulations to the
entire Garmin team who contributed
to the development and certification
of Autoland - one of the industry’s
most forward-thinking technologies
that will forever enhance aviation
safety and save lives.”

In the event of an emergency,
the pilot or passengers on board the

aircraft can activate Autoland to land
the aircraft with a simple press of a
dedicated button. Autoland can also
activate automatically if the system
determines it's necessary. Once acti-
vated, the system calculates a flight
plan to the most suitable airport,
while avoiding terrain and adverse
weather, initiates an approach to
the runway and automatically lands
the aircraft - without pilot or pas-
senger intervention. Learn more at
www.garmin.com/autonomi. gy
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Custom Interior Plastics

Breathing new life into old birds

Too often, aircraft owners have to
resort to sourcing used parts to
replace brittle and broken plastics.
They pay outrageous prices and
still have an inferior part.

Visit our website for a better alternative!
www.custominteriorplastics.com
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THE BASEBALL STITCHING COMES STANDARD.

When you're ready to upgrade to the state-of-the-art Garmin® G1000 NXi avionics suite, you've got two choices:
Stevens vs. Pretty Much Everybody Else.

With Stevens, your install includes plush leather yoke wraps, complete with our signature baseball stitching. But that's
just the start. Our service includes the following, all standard with your base installation:

+ Refurbished avionics bays with new shelving + New static lines and markings

* All-new wiring, professionally marked and tied * Polished pedestal markings

« Custom iPad holder « Refurbished glareshield with double-stitched leather
« All throttle knobs and markings reworked and polished

That's what makes an industry-recognized “Stevens Installation”, compared to just the industry-standard.

For more information, visit stevensaerospace.com

or call our Sales department at 800-513-9164. ETFVENS ﬂfﬂﬂfpﬂf IND
G1O000~- guy)/7777 737157

SOAR WITH THE LEADER EST.1950

www.stevensaerospace.com | 1-800-513-9164 | Greenville SC | Macon GA | Nashville TN | Dayton OH




From the Flight Deck

by Kevin R. Dingman

The Loneliest Number
Piloting Planes During a Planetary Pandemic

he swine flu (HIN1 from Mex-
T ico), bird flu (H5N1 from Asia),

Ebola (from The Congo), and
the seasonal flu (influenza A or B)
kill a half-million or less every year.
The Spanish flu of 1918 (HIN1 from
Kansas) killed 50 to 100 million of us
and was the last time humanity faced
such an attack on a planetary scale.
We have yet to calculate the world-
wide physical and economic toll of
COVID-19 (SARS-CoV-2 from China).

In our attempt to lower this toll,
we have new terms in our collec-
tive vocabulary: flatten the curve,
stay-at-home, social distancing, N95
mask, ventilator, essential worker
and Wall Street’s historical marker:
“The Great Lockdown.” All of which
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describes our efforts to lessen the num-
ber of infections, hospitalizations and
fatalities. All segments of society have
been affected and transportation is
getting clobbered.

Yep, Still Here

While a foreboding and indiscrim-
inate virus has been pursuing and
pruning our planet’s population, some
of us continued to fly. Annual recur-
rent training in the Duke was due,
so I flew to Kentucky and completed
mine just ahead of a thunderstorm.
My first-class medical due in March
was completed just as lockdowns were
implemented (more about exemptions
for medical exams and other FARs
coming). And since the airlines must
maintain essential air service, another

chunk of B-737 time hit my logbook in
April. But the terminals and flights
were empty, airport restaurants and
many TSA checkpoints closed, and
the airways void of contrails. After
flying in the U.S. airspace system for
a few decades, you get a feel for sector
boundaries, or at least how long you
talk to each of them. But because of
the empty skies, I've found myself
querying ATC more often: “Still there?”
“Yep, still here” comes the reply. FL
400 is even more solitary than before.

No is the saddest experience
you’ll ever know.

I just read “Endurance” by Captain
Scott Kelly (USN, ret.). It's the life story
of F-14 test pilot/astronaut Kelly and



centers around his year-long research
mission aboard the International Space
Station. The isolation Captain Kelly
endured is similar to our new normal.
Most notably, the reduction in person-
to-person interaction and revocation
of civil liberties. Many of our routines
have the word “no” attached to them:
no, you can't do that; no, you can't find
any of that; no, you can’t touch them;
and no, you can't go there - includ-
ing places of work and worship. It's a
sad experience.

As of this writing, golf courses are
opening as are businesses in some
states. But a few major events and ac-
tivities have already succumbed to the
pandemic: Sun ‘n Fun, the summer
Olympics, the Kentucky Derby, the
Boston Marathon, NFL, NHL, MLB,
Disney theme parks, Burning Man,
the Tony Awards and the Cannes Film
Festival, just to name a few. While
some have been tentatively resched-
uled for the fall, at T-minus three
months, on May 1, aviation’s largest
family reunion, Oshkosh AirVenture,
was canceled as well. Between now
and the fall, things will be weird.

Out in the Country

Our load closeout (the Part 121 ver-
sion of weight-and-balance) numbers
have to be fudged in order for the flight
planning computers to compute. They
don’t understand if the passenger count
is zero; so, we lie to it and tell it “one”
passenger. EDCT'’s (Expect Departure
Clearance Time) don't exist; there is no
waiting to push back from the gate due
to traffic, and taxi time to the runway
is short. Pitch attitudes during segment
one of the takeoff (first 1,000 feet or
s0) have rivaled that of fighters. Traf-
fic on SIDs, en route and on STARSs is
sparse. Vectors for spacing and speed
adjustments are scarce. Because of
our very low gross weights, approach
speeds are within 15 knots of what I
use in the Duke.

The company’s automatic pa-
rameter recording system, FOQUA
(Flight Operational Quality Assurance
- pronounced “Foe Quaw”), has noted
longer touchdown points and higher
pitch attitudes in the flare due to ex-
tremely light loads. And idle thrust
after landing has resulted in 30 to 40-
knot ground speeds. We don't have to

wait for an open gate, and we exit the
airplane into another empty terminal.
Electricity to public lighting, escalators
and TVs hasbeen reduced. To say that
hotels are apocalyptically abandoned
is eerily accurate. Many times, my
crew and I are the only guests in the
hotel. Coffeemakers and microwave
ovens have been removed from the
rooms. With no one else in the hotel,
enough time must be allocated to let
the shower run for 10 to 15 minutes for
the hot water to travel from the base-
ment to the 15th floor. Uncertainty
abounds, which causes consternation
among not only crew members but
their families.

Two can be as bad as one;
It’s the loneliest number
since the number one.

While we are on the road, the fami-
lies of aircrews worry that moms, dads
and spouses are being exposed to CO-
VID-19. They ask about the virus, the
ATC system, our future at the airline
and the people we carry. At $25 per
ticket to just about anywhere, we are
flying some “once-in-a-lifetime” cus-
tomers. On a leg from BOS to ORD, my
FO'’s daughters, Ayannah and Ahelj,
sent along toys to keep us safe from
the virus and “unique” passengers. We
always need to wear our PIC hat, but
during this crisis, the captain hat
takes on additional importance.
Passengers and crew need to be re-
assured that we're following CDC
recommendations, the airspace

system is functional and that their
pilot is healthy.

Complying with curve-flattening
techniques in a Gemini-like, two-per-
son cockpit, however, can be prob-
lematic. We're wiping down our seats
(that would be the airplane seats),
the throttles, yoke, thrust reversers,
oxygen masks, steering tiller, hand
mics and all cockpit switches. We wear
gloves and masks while using sanitiz-
ing wipes on everything subject to
our touch from shopping carts and
groceries, to door handles, toilet seats
and aircraft controls. Crew briefings,
hellos, goodbyes and conversations
are void of hugs and handshakes. As
different as this flying is, many in GA
are not flying at all.

It’s Just No Good Anymore
Since You Went Away

As we forecast the fate of our popu-
lation and economy out the backside
of the pandemic, we're reminded that
neither us nor our airplanes do well
when inactive for a month or more.
For our airplane it means piece-parts
may become sticky, dry out, go flat,
act weird or just plain not work at all.
For us pilots it can mean expired medi-
cals, late training, loss of landing and
instrument currency and for some,
a leave of absence or furlough. Since
many of us are away from flying due
to lockdowns and social distancing,
the FAA has granted some exemptions
to the FARs:

e Airmen whose medical certificate
expires at the end of March, April
or May, but was unexpired as of
March 31, 2020, are permitted to
operate flight inside and outside of
the United States using their cur-
rent medical until June 30, 2020.
The FAA will take no certificate
actions due to expired medical
certificates. The FAA determined
that those subject to this tempo-
rary measure may operate beyond
the validity period of their medi-
cal certificate but all standard pro-
hibitions for medical deficiency
still apply.

e The requirement to don O2 masks
when one crew member is out of
the cockpit is now only when below
41,000 feet.
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¢ Flight attendants may relocate
from the seats they would normally
occupy so they can observe social
distancing. FAs are also excused
from having to demonstrate the
use of certain emergency equip-
ment including life preservers and
oxygen masks.

e Recurrent training due dates
for designees, Flight Standards
Organization Designation Authori-
zation and Part 121 crew members
is extended and may temporarily
use alternative methods to con-
duct certain emergency procedures
that require pilots to don protective
breathing equipment or oxygen
masks in recurrent training, check-
ing, or evaluation.

e Air carrier personnel may tem-
porarily perform flight dispatch
and flight following duties from
their homes.

e Pilot training schools may use dis-
tance learning programs or sus-
pend operations.

Multiple GA groups were signatories
on a letter to the FAA requesting the
following additional exemptions dur-
ing the pandemic:

e Extension of 14 CFR Part 61 pilot
currency requirements, e.g. flight
review, IPC, PIC/SIC proficien-
cy checks.

e Guidance that reexaminations or
paperwork inspections in person
(such as logbook inspections un-
der 61.51, or maintenance record
inspections under 91.417) be held
off or at least be conducted elec-
tronically during the current so-
cial distancing safety protocols and
directives regarding non-essential
activities.

e Extensions for certified flight in-
structor certificate renewal, expi-
ration, and endorsement periods,
knowledge and e-exams, practical
exams, filing of documents under
14 CFR Part 13 and aircraft main-
tenance and continuing airworthi-
ness requirements.

The Show Must Go On
As of this writing, except for some
Part 121 landing currency rules and
an SFAR for instrument proficiency
(Special FAR for COVID-19 relief
pilots only...within the nine
calendar months preceding the
month of the flight...and the pilot
must have logged, in the preceding
six calendar months), the FAR's for
landing currency, flight reviews and
IPC/PIC/SIC proficiency checks for
most of us have not changed. So, in
order for the show to go on:

No pilot may act as pilot in command
of an aircraft carrying passengers un-
less that person has made at least three
takeoffs and three landings within the
preceding 90 days in an aircraft of the
same category (airplane, glider, votorcraft,
balloon), class (SEL, MEL, helicopter) and
type (C-525, G650, B-737) if a type rating
is required, and if tailwheel airplane, the
landings must be to a full stop. Night cur-
rency also specifies category, class and
type and the three takeoffs and landings
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must be to a full stop during the period
beginning 1 hour after sunset and ending
1 hour before sunrise.

And:

A person may act as PIC under IFR or
in IMC if within the 6 calendar months
preceding the month of the flight, that
person performed and logged at least the
following tasks and iterations in an air-
plane, powered-lift, helicopter, or airship,
as appropriate, for the instrument rat-
ing privileges to be maintained in actual
weather conditions, or under simulated
conditions using a view-limiting device
that involves having performed the follow-
ing: six instrument approaches, holding
procedures and tasks, and intercepting
and tracking courses through the use of
navigational electronic systems.

On The Road To Shambala

No matter where the virus came
from: bats, monkeys, mice, men or
aliens; whether it's engineered or natu-
rally occurring; whether it escaped or
was released; whether a conspiracy or
complacency, and whether it's here to
stay or gone by Christmas - like when
in the cockpit, keep your wits about
you, make good decisions and work
the problem. History will allow for
analysis, reflection, blame and lessons
learned. In the meantime, let's get
through it, get back on the road and
back into the air. The mantra of the
day is that we are all in this together,
and so it is. Be safe, my friends. @@y

Authors note: A grateful nod of apprecia-
tion to Three Dog Night for the title and
subtitles.

Kevin Dingman has been flying
for move than 40 years. He's an ATP
typed in the B737 and DC9 with
24,000 hours in his logbook. A retired
Air Force major, he flew the F-16 and
later performed as an USAF Civil Air

Patrol Liaison Officer. He flies volun-
teer missions for the Christian organiz
tion Wings of Mercy, is employed
by a major airline, and owns and
operates a Beechcraft Duke.Contact
Kevin at dinger10d@gmail.com.

ANNUALS - PRE BUYS - MAJOR REPAIRS - STC'S
727.317.6930, ST.PETERSBURG, FL - KSPG

Seriously?

You're still trying to troubleshoot
your Pennycap system?

We've engineered a safe, dependable solution
which has been rigorously tested in over 38,000
installations. Starting at $435 per sender.

CALL (541)977-1043
VISIT ciescorp.com
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You should see what you are missing !

New at Rosen Sunvisor for 2020
e  STC’d Robinson Helicopter Visor System
®  Crew Plus Shade Systems
o  Canopy Retractable Shade Systems

®  Rosen iPad Mount System, New Improved Design

WWW.ROSENVISOR.COM
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CORPORATE ANGEL NETWORK

Cancer Patients

Filling Empty Seats With Hope

Corporate Angel Network arranges free travel on
corporate aircraft for cancer patients traveling to
and from treatment. Business jet travel makes it
possible for patients, especially those in locations
with minimal airline access, to travel to specialized
medical centers.

Contact us today to learn more about patient travel
services or to donate space on your aircraft.

It's wonderful that organizations like the Corporate
Angel Network are able to help connect those most
in need of flights to those who are flying.

-Henry Maier, President and CEO, FedEx Ground

corpangelnetwork.org | Westchester County Airport — White Plains, NY | (866) 328-1313




On Final

by David Miller

First Flight Back

‘Twas the night before May first, when all through
the house

Not a creature was stirring, Patty and Peaches asleep
on the couch

Foreflight on the iPad by the chimney with care

In preparation for my first flight in six weeks
though I dare

I sprang to my car for the drive to Dallas Love
Donned in my flight suit and face mask and gloves
When what to my wondering eyes did appear

But a solemn, lonely King Air standing tall on its gear
The FBO was empty not a person in sight

The ramp deserted in the morning’s first light

As I copied my clearance from the guy with ATC

A single Southwest Boeing was all I could see

Delta Mike cleared as filed radar vectors to Mesquite
A 20-mile flight to exercise my fleet

Now Dasher now Dancer now Prancer now Vixen
Up came the throttles as I taxied into position

Left turn one hundred climb and maintain three
Contact departure on twenty-four tree

To the top of the clouds to the top of the mist

As 1 grabbed the heading bug and gave it a twist
Cleared ILS one eight call tower twenty point three
All alone in the airspace only the controller and me
My first landing since March was really quite good

On this strange COVID morning as all pilots understood

Fly safe. (D

David Miller has owned and flown a variety of aircraft from
light twins to midsize jets for more than 50 years. With 6,000

plus hours in his loghbook, David is the Director of Programs and
Safety Education for the Citation Jet Pilot's Safety Foundation.
You can contact David at davidmillerl@sbcglobal.net.
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OF YOUR PC-12
Hello. I'm Tim Gump and | was the test pilot for the Speed Cowl project. Since the introduction of Speed

Cowl in August 2019, | have answered hundreds of questions from PC-12 owners and operators. The
main question is "What are the benefits of Speed Cowl?"” There are several—let me touch on a few.

COWL INTAKE DESIGN

The stock Pilatus cowl is referred to as a chin cowl. In general, chin cowls are not efficient due to the
turbulent air they develop which reduces the airflow (ram air recovery) to the engine. The design of
Speed Cowl is referred to as a pitot cowl. Like a pitot tube, the inlet is positioned lower and forward
to capture uninterrupted airflow. Speed Cowl provides increased ram air recovery to the engine
which equates to better engine performance. Examples of efficient pitot cowls include the King Air
B200/300's, the new TBM 900 series and the upcoming Cessna Denali.

HEATED INLET LIP DESIGN

Take a look at the left side of the stainless steel inlet lip on your PC-12. You will undoubtedly seg
discoloration on the lip due to excessive heat. There is roughly +800° F exhaust entering the lip atthat
point. The heated air moves to the right side of the lip where it exits at about 350° F. Over tirne the
carbon fiber and paint start to deteriorate, especially on the left side of the lip. As all PC-12s'age, heat
damage to the carbon fiber and paint is inevitable. Speed Cowl's patent-pending heated stainless
steel inlet lip features internal baffling reducing the temperature of the exhaust entefing the lip and
maintains a more even temperature of the heated air as it moves through the lip. This design will
reduce the possibility of heat damage to the carbon fiber and paint over time.

Keep a look out for more Speed Cowl benefits. In the meantime, if you have any questions email tim@edmo.com.

ARIEDINAM AVIATINM | Distributed by EDMO Distributors, Inc. info.edmo.com/speedcow!
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GIVE YOUR LEGACY PANEL NEW LIFE

Avidyne’'s FMS/LPV with ADS-B upgrade solution provides more features, increased
capabilities, and a reliable performance proven by even the most experienced pilots.

Upgrade your legacy flight deck in days not weeks saving you on downtime and
installation costs.

Compatible with most legacy EFIS systems including Primus 1000 and Pro Line 21™.

CERTIFED, IN STOCK & READY TO SHIP!*

Visit Avidyne.com/business-aviation for a list of Authorized Certified Dealers.

o ‘ See Avidyne’s FMS/LPV upgrade solution in action Avidyne.com/videos.

* CITATION 500 SERIES, KING AIR AIRCRAFT






