VOL 15 ISSUE 07
JULY 2018 cessnaflyer.org

THE MAKING OF N182AP 52

page

The Pros and Cons of Going Twin
Destination: Gulf Shores

re
u
nt 126
e
rV h 3
i
t A o ot
a
s C, B
u
e
Se g a r
n
Ha

FREE
CATALOG!

Aircraft Spruce is the leading worldwide distributor of general aviation parts and supplies. Our orders
ship same day, at the lowest prices, and with the support of the most helpful staff in the industry. We
look forward to our next opportunity to serve you!
n AIRCRAFT SPRUCE WEST • 225 Airport Circle, Corona, CA 92880
n AIRCRAFT SPRUCE EAST • 452 Dividend Drive, Peachtree City, GA 30269
n AIRCRAFT SPRUCE Canada • 27 York Road, Brantford, ON N3T 6H2

www.aircraftspruce.com • Call Toll Free 1-877-4-SPRUCE

Vol. 15 Issue 07 July 2018

The Official Magazine of
The Cessna Flyer Association
PRESIDENT

Jennifer Dellenbusch
jen@aviationgroupltd.com
VICE PRESIDENT / DIRECTOR OF SALES

Kent Dellenbusch
kent@aviationgroupltd.com
PRODUCTION COORDINATOR

Heather Skumatz
CREATIVE DIRECTOR

Marcus Y. Chan
ASSOCIATE EDITOR

Scott Kinney
MARKETING STRATEGIST

Nik Cielo
EDITOR AT LARGE

Thomas Block
CONTRIBUTING EDITORS
Mike Berry • Steve Ells • Kevin Garrison
Michael Leighton • John Ruley • Jacqueline Shipe
Dale Smith • Kristin Winter • Dennis Wolter
CONTRIBUTING PHOTOGRAPHERS
Paul Bowen • James Lawrence • Keith Wilson

1042 Mountain Ave, Ste B #337
Upland, CA 91786
Toll-Free: 800.397.3920
Call or Text: 626.844.0125

www.cessnaflyer.org
Cessna Flyer is the official publication of the Cessna Flyer
Association. Cessna Flyer is published monthly by Aviation
Group Limited, 1042 Mountain Ave, Ste B #337, Upland,
CA 91786. POSTMASTER: Send address changes to Cessna
Flyer, 1042 Mountain Ave, Ste B #337, Upland, CA 91786.
Subscriptions, advertising orders and correspondence
should be addressed to 1042 Mountain Ave, Ste B #337,
Upland, CA 91786. Annual dues: $44.00 in the U.S.;
Canada and Mexico add $15.00 per year; all others add
$25.00 per year (U.S. Dollars only). Eighty percent (80%) of
annual dues is designated for your magazine subscriptions.
The information presented in Cessna Flyer is from many
sources for this there can be no warranty or responsibility
by the publisher as to accuracy, originality or completeness. The magazine is sold with the understanding that
the publisher is not engaged in rendering product endorsements or providing instruction as a substitute for
appropriate training by qualified sources. Cessna Flyer
and Aviation Group Limited will not assume responsibility
for any actions arising from any information published
in Cessna Flyer. We invite comments and welcome any
report of inferior products obtained through our advertising, so corrective action may be taken.
CES S NA F LYE R

( 04 ) J U LY

2018

NEW A25 Series
Powerful NAV/COM Air Band Portable
with Built-in GPS & Bluetooth®*

EAA Airventure Oshkosh 2018
Booth: #2027-2028
July 23-29, 2018

A25N
NAV/COM

Follow us today.
www.icomamerica.com/A25
©2018 Icom America Inc. The Icom logo is a registered logo of Icom Inc. 42570
*Built-in Bluetooth for A25N

A25C
COM ONLY

JULY 2018

Rust Never Sleeps
by Tyler Knight

30 42

08

THE VIEW from HERE
Jennifer Dellenbusch

The Pros and Cons
of Going Twin
by Michael Leighton

08

LETTERS to the EDITOR

10

CESSNA FLYER EVENTS

The Making
of N182AP:
Part Three
by Michael P.
McRobert

52 64

16

THE HIGH and the WRITEY

Start with the
Right Airplane
by Dennis Wolter

Kevin Garrison

20

QUESTIONS & ANSWERS

Steve Ells

26

FULL CIRCLE
Thomas Block

Cessna 175: STCs
and Ownership
by Scott Kinney

70 78

Let’s Go
to the Beach
by Heather Skumatz

38

SIRIUSXM WEATHER
Michael Leighton

86

NEWS

90

AIRCRAFT SAFETY ALERTS

100

ADVERTISER INDEX

Photo: Michael P. McRobert

102

BACK WHEN: VINTAGE
CESSNA ADVERTISING
AND MARKETING

Cover: Cessna 182 XP
Photo: Michael P. McRobert

Jennifer Dellenbusch

THE VIEW FROM HERE

LETTERS to the EDITOR
Send your letters to
editor@cessnaflyer.org

“Big-airplane Features for a Smallairplane Price: The Cessna 175”

Cessna Technical Support
What does it mean when we say we offer “technical support”? Let’s face it, a
lot of groups throw the term around, but what is it really?
Let’s briefly talk about what we are not. We are not a substitute for your
good judgment and your responsibility as an aircraft owner and pilot in command. It is up to you, as we always say, to know your FAR/AIM and check with
your mechanic before starting any work.
What we do is bring you together with the people and resources to help support you when you need it.
How does that work?
When you call or email the Cessna Flyer Association, you’ll likely reach either
Kent Dellenbusch or me. Sometimes we’ll have an immediate answer or suggestion, but when we don’t, we start our search for the answer.
After 24-plus years working with Cessna owners (14 here at CFA and a few
years elsewhere), we’ve developed a pretty good network of experts.
Our writers comprise the backbone of our technical support team and are
some of the smartest and most experienced people in the industry. We have
Steve Ells, A&P/IA, with decades of experience wrenching on Cessnas; Jacqueline
Shipe, active A&P/IA and Cessna 150 owner; Dennis Wolter, A&P/IA, pilot and
industrial designer; Michael Leighton, A&P, Master Flight Instructor and serial
aircraft owner; and Mike Berry, A&P/IA. That’s some serious experience and
expertise to bring to bear on your problems.
We also reach out to our advertisers/supporters, the folks who make and service the components that you may be calling about. They are always willing to
help our Cessna Flyer Association members resolve issues.
By harnessing the power of the collective knowledge of all these resources
we are able to bring you the answers you need—and we do it all in a friendly,
no-judgment environment.
So, if you haven’t already, give our technical support service a try. It’s a benefit that’s free with membership in the Cessna Flyer Association.

Blue skies,

Words by Scott Kinney; photos by
James Lawrence, June 2018
Jen,
Just saw this month’s article on
the 175. Please pass my thanks to
Mr. Kinney and Mr. Lawrence for a
great article.
As you know, the last time I saw
N7990T (The Death Star) it was on
the back of a flatbed, on the way
to hopefully get someone else’s 175
flying again.
Thanks again for bringing back
some great memories.
Mike Ford
Lincoln, Alabama

Feedback about Cessna Flyer Events
Dear Editor,
My Cessna Flyer arrived today,
June 12, and I went almost first to
Events. Of the “Other” list, all but
the last four are history. The list also
stops June 16! Nothing happening
into late June or any of July?
As I plan my flight from
Alaska to Oshkosh by way of
Murfreesboro, Tennessee, I’d love to
know of events along my route. But
I’ll leave around July 6, and don’t
expect to have Flyer by then. Wish
you could help.
Ken Kokjer
Fairbanks, Alaska

Staff reply
Hi Mr. Kokjer,
I appreciate your feedback about
the timeliness (or lack thereof!) of
the events listed in Cessna Flyer.
Letters continued on Page 99...
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freedom
to
EXPLORE
Since 1960, Wipaire® has been bringing the freedom of water flying
to Cessna owners. Available for many classic and factory new models,
Wipline® floats deliver the innovation, quality, and reliability you and
your Cessna deserve. Call today to learn what we can do for you!
Cessna 170

Cessna 172

Cessna 175

Cessna 180

Cessna 182

Cessna 185

Cessna 206

Cessna 208/208B

South St. Paul, MN (KSGS) - 651.451.1205
Leesburg, FL (KLEE) - 352.323.4809
www.wipaire.com

See us at EAA AirVenture (Booth 226-228) & enter
to win $1,500 towards a seaplane rating!

SEND EVENTS to
editor@cessnaflyer.org

CFA EVENTS
Jul 21–22 — Waupaca Municipal (KPCZ).
The 14th annual Gathering at Waupaca.
CFA’s annual pre-OSH event with fun,
food and friendship. Saturday night
welcome reception at KPCZ sponsored
by Wipaire. Informative seminars with
reps from Continental Motors, Eagle Fuel
Cells, Electroair, UTC, Parker Hannifin and
more. Lunch and an evening banquet on
Sunday. Motor coach to and from Oshkosh
for the first three days of EAA AirVenture
sponsored by Tempest (two days) and Univair (one day). Registration is $125. Visit
CessnaFlyer.org for more details.

FEATURED EVENTS
Jul 13 — Wellington, KS. Wellington
Municipal (KEGT). Air Plains Services
Fly-in/Open House. Take advantage of

the long summer daylight hours and fly
over to see new products up close, have
your questions answered, and talk with
other owners about all things airplane.
We will highlight Air Plains signature XP
line of high-horsepower engine upgrades
for Cessna 172, 180 and 182 aircraft, as
well a wide range of Air Plains’ products
and services. Appareo representatives
will present and answer questions on
their ADS-B products. We’ll have plenty
of hamburgers, too. 5 to 7 pm. For more
information, call 800-752-8481 or visit
airplains.com.
Jul 23–29 — Oshkosh, WI. Wittman
Regional Airport (KOSH). EAA AirVenture Oshkosh 2018. The World’s Greatest
Aviation Celebration with daily airshows,
activities for youth and young adults,
and thousands of forums and workshops.
Special events, static displays, mass arrivals, exhibitors, concerts and more. Daily

tickets and weekly passes available. For
more information, visit airventure.org.
Jul 25–27 — Clinton, IA. Clinton Municipal (KCWI). 18th annual Cessna 150-152
Club National Fly-in: “The Confab in
the Corn.” Flyers from all corners of the
United States, Canada and even overseas
come together for family fun, flying and
friendship. Spot landing, Nerf football
drop, flying scavenger hunt; seminars on
maintenance and other subjects pertaining to the C150 series airplanes. Thursday
night luau. Friday night banquet where
contest awards are given, as well as many
door prizes. Contact Dale C. Larsen,
dclarsen@ubtanet.com or phone 435-8232934. Visit cessna150-152club.com.
Sep 29 — Corona, CA. Corona Municipal
(CAJO). Aircraft Spruce West – Super
Sale. This is the time of year when we go
continued on Page 12...

TSO-C80 FUEL CELLS
All FFC fuel bladders are manufactured with REGISTERED
TSO-C80 constructions... KNOW what you are installing.
Quality products at competitive prices.

1-800-647-6148 • www.ffcfuelcells.com
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DEMO & SHOW SPECIALS

EAA AirVenture Oshkosh
Hangar B, Booth 2129

GIVE ICE THE BOOT
Manufacturer of Goodrich pneumatic de-ice boots.
Our patented, environmentally friendly adhesive system gets you back in the air in just hours.
Available in Goodrich FASTboot® or SILVERboot™ options. Handmade with quality craftsmanship for
over 80 years, our products come with a full line of care products and a two year or 3,000 flight hour warranty.
Learn more at goodrichdeicing.com
800 DE-ICERS (800 334 2377) | deicers@utas.utc.com

Events continued from Page 10...
all-out by offering spectacular discounts
on our most popular products and provide a chance for our loyal customers to
meet our vendors. So, come join the fun
and get a chance to win big prizes. Enjoy
a free Southern smokin’ cookout and soda
on us. 7 am to 3 pm. For more information, phone 951-372-9555 or 800-8613192.

OTHER EVENTS
July 1–29 — Wabash, IN. Wabash Municipal (KIWH). Oshkosh Fuel Special. Drop
in on the way to Oshkosh and on the way
home for fuel at a $0.50/gallon discount.
Contact Richard Beamer, 260-563-4705.
Jul 3–8 — Philadelphia, PA. Ninety-Nines
2018 International Conference. Whether
you’re a student pilot or seasoned aviator,
join us as we celebrate our passion for
flight and fellowship! Make your voice
heard by attending the Ninety-Nines’
Annual Business Meeting. This is open
to all, and the floor is yours! Held at the
DoubleTree by Hilton Philadelphia Center
City. Contact Mary Wunder, marywunder@gmail.com or phone 484-571-8145.
Register at 99sconference.org.
Jul 4 — Townsend, MT. Townsend Airport (8U8). Townsend Festival of Flight.
An annual, deluxe fly-in breakfast and
Young Eagles Rally for all GA, experimental, classic, vintage and Light-Sport aircraft
sponsored by EAA Chapter 344. Breakfast
8 to 10 am. Young Eagles flights 9 to 11
am. Proceeds support EAA programs,
including scholarships. Contact Neil Salmi,
406-980-0544. Visit 344.eaachapter.org.
Jul 6–7 — Detroit Lakes, MN. Detroit
Lakes Airport–Wething Field (KDTL). Flyin/Drive-in and Overnight Campout. Pancake breakfast and fly-in Saturday 8 am to
12 pm. Friday night campout at “Airport
Park,” with a supper meal planned. Please
call for more info on camping. Contact
Heather Sorum, 701-640-8645.
Jul 7 — Placerville, CA. Placerville Airport
(KPVF). EAA Chapter 512 Pancake Breakfast. Join us for a hearty pancake breakfast
with all the fixins: pancakes, eggs, sausage,
coffee and juice. $6 adults; kids 12 and
under $3. Fly-in and aircraft displays.
Classic car and motorcycle clubs welcome!
8 to 11 am. Contact Jim Wilson, 916-3376700. Visit 512.eaachapter.org.
continued on Page 14...
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Less Weight. More Comfort.
See them both at EAA AirVenture
Booth #2104 - 2105
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Rest-on-ear style, 7.5 oz.

HYBRID

HYBRID

The DC ONE-X weighs in at just 12.3 ounces and the DC PRO-X at a feather-light 7.5 ounces.
They are the lightest, full-featured ANR headsets in aviation. Which, along with other advanced
design and technology features such as a heat-absorbing head pad and plush leatherette ear
seals, keep you much more comfortable in the cockpit. And that makes for a more enjoyable and
relaxing flying experience.
Order DC ONE-X and DC PRO Series headsets online at www.davidclark.com
or call 800-298-6235 for more information.

© 2018 David Clark Company Incorporated
® Green headset domes are a David Clark registered trademark.

An Employee Owned
American Company
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Events continued from Page 12...

nextgen ads-b mandate
is fast approaching!

Jul 7 — Greencastle, IN. Putnam County
Regional (KGPC). EAA Chapter 1374
Pancake Breakfast. Fly/Drive/EAT! Enjoy a
pancake and sausage breakfast and social
gathering with EAA Chapter 1374 on the
first Saturday of the month in June, July
and August. Breakfast begins at 9 am.
General public invited.
Jul 7 — Reno, NV. Reno-Stead Airport
Terminal (KRTS). EAA Chapter 1361
General Meeting. The latest news about
aviation in Northern Nevada, Chapter
activities and the EAA Monthly Video
Magazine. Coffee and pastries provided. 9
am to 12 pm. Contact Tracy Rhodes, 775393-9403. Visit eaa1361.org.
Jul 8 — Dunkirk, NY. Chautauqua
County/Dunkirk Airport (KDKK). 54th
annual Dunkirk-Fredonia Rotary Fly-in
Breakfast. All visiting pilots will receive a
FREE breakfast. This is a major community service and fund-raising project for our
club. All proceeds will go to local charities. We expect over 1,200 area residents
to turn out to see the various aircraft that
come in. 7 am to 12 pm. Contact Jefferson
Westwood, 716-673-3200. Visit facebook.
com/dunkirkrotary.
Jul 8 — Middleton, WI. Middleton Municipal/Morey Field (C29). Fly-in/Drive-in
Pancake Breakfast. All-you-can-eat pancake breakfast with eggs cooked to order
and sausage. Adults $8; Kids $3. Active
military in uniform eat free. Sponsored
by EAA Chapter 93. 7:30 am to 12 pm.
Contact Roger Stuckey, 608-335-3322.
Visit eaa93.org.
Jul 8 — Norfolk, NE. Norfolk Regional
(KOFK). Fly-in Pancake Breakfast. Come
out to the airport for breakfast from 7
to 11 am. Contact Bruce Zimmerman,
402-649-5050.

If so, contact us today for a quote on an
ADS-B installation in your aircraft and

BEAT THE RUSH!

www.brantaero.com
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Jul 8 — Naples, FL. Naples Municipal
(KAPF). Chapter 1067 Fly-in Breakfast/
Young Eagles Rally. $5 for pancakes,
sausage, biscuits and sausage gravy,
orange juice and coffee. Pilots flying
in receive a free breakfast—and no
landing fees. Proceeds go to our Young
Eagles program. 8 to 11 am. Open to
the public. Visit 1067.eaachapter.org/
apps/calendar. Register Young Eagles at
YoungEagles1067@gmail.com.
Jul 8 — Davis, CA. Yolo County Airport (KDWA). EAA Chapter 52 Pancake
continued on Page 97...

TRADE YOUR
CESSNA

FOR A CESSNA FROM THE WORLD’S LARGEST CESSNA DEALER!

4912 SOUTH COLLINS • ARLINGTON MUNICIPAL AIRPORT • ARLINGTON, TX 76018
800-759-4295 • FAX 817-468-7886 • e-mail: acsales@vanbortel.com • www.vanbortel.com

KEVIN GARRISON
Adventure Awaits!
Need a little inspiration to introduce someone
new to aviation? Examine why you fly.

My few-month-old (and very first) granddaughter and I were
up late at night a couple of weeks ago. One of us needed changing. Once we got that taken care of and I was putting her back
down to (hopefully) sleep, I noticed a cute sign her mom had
hung above her crib.
Adventure Awaits!
A cute sentiment for a baby, and a strong sentiment for all of
us. Life is nothing if it isn’t an adventure. We pilots know this
better than most people. The EAA fly-in held yearly in Oshkosh,
Wisconsin, is named “AirVenture,” deliberately recognizing and
promoting that fact.
All of us at Cessna Flyer celebrate the
adventure of flying as well. Our biggest
get-together is held just before AirVenture at Waupaca; the yearly Gathering is
comprised of nothing but clear-eyed and
excited adventurers.

THE HIGH AND THE WRITEY
still is) my wife, but she saw the boy, not the pilot, when she
made her choice.
It all worked out. Instead of a fighter pilot, I became a flight
instructor, forestry pilot, banner tower and charter guy. Instead
of becoming an astronaut, I had a fun airline career. And my
hoped-for billionaire phase turned out to be a low-key retirement and the ownership of a Cessna 140. All of it has been and
continues to be a big adventure.
I know you did not start learning all about aviation to the
point of being a pilot and perhaps an aircraft owner because
you thought it looked good on a resume. Admit it: you sought
adventure too.
You have found adventure every time you head out to the
airport to fly. When you arrive at the field, you are taken away
from the mundane day-to-day and are at the threshold of something special.
You are instantly among friends and fellow adventurers.
Others at the field are immersed in the
swashbuckling world of aviation. In a way,
they are your shipmates and they are always around to help. If you don’t believe
that, go out, grab a tow bar, and begin
to pull your airplane out of the hangar.
Chances are there will be a few people
there instantly to help you.

I know you did not
start learning all about
aviation... because you
thought it looked good on
a resume. Admit it: you
sought adventure too.

Why did you start flying?
This is a question we rarely ask of
ourselves, but I think it is a good one to
pose every now and then. I started flying
at a young age. Working one week as a
bellboy at a hotel could get me a halfhour flying lesson at the airport.
The entire idea back then for me was
that flying was an amazing adventure. It was an undertaking
that was expensive, for sure—but doesn’t every adventure that is
worthwhile come at a high cost?
When I began to fly, I had visions of other adventures that
awaited me. I assumed I would be a steely-eyed fighter pilot,
and once I had conquered that, I would go on to explore
space, and after that, make my billions with my flying skills
and adventurous attitude. Another aspect of these assumptions, of course, was that all the girls would flock to me. Remember, I was 15 and was desperate for girls to notice me for
any reason.
This dream of derring-do did not turn out as planned. The
fighter pilot thing fizzled. I could not become an astronaut due
to a combination of poor grades in college and claustrophobia.
Thank goodness I found a girl who would later become (and

Adventure is meant to be shared
Our flying world is faced with a dilemma.
The pilot population is dwindling and yet
the demand for pilots of all kinds has been
skyrocketing. The alphabet aviation groups
have been very active in trying to interest
younger people to become aviation adventurers, and maybe that
will be a success.
The problem I see is that kids can no longer hang out at airports like they could when I was young. They can see the adventure that flying offers, but they are fenced out and think it unattainable, too expensive and perhaps even a little old-fashioned.
It is true that the days of kids like me hanging around airports
hoping that somebody would give me a ride are most likely over.
A combination of added security and the general unease that
today’s parents have when their kids are around strangers has
probably put an end to that era.
This means you are going to have to ask young people to go
flying with you. You don’t have to have a program to do that—
continued on Page 18...

Kevin Garrison’s aviation career began at age 15 as a lineboy in Lakeland, Florida. He came up through General Aviation,
retired as a 767 captain in 2006 and retired from instructing airline pilots in 2017. Garrison’s professional writing career has
spanned three decades. Send questions or comments to editor@cessnaflyer.org.
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That’s Why AOPA Insurance is Better
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your questions &
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you fly.
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+
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HOW OFTEN DO YOU FLY?
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Sarah will research
multiple insurers
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H-bot is a machine
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thing to everybody.

H-bot turned
you into a number
& gave you
insurance that you
will probably pay
too much for.

POWERED BY OPTIONS.
Call Sarah to hear what she recommends for you: 888.255.2672

010101

all you need to do is listen when people ask you about flying
and then invite them to join you on a future flight.
If it is impractical for you to take a kid flying, you might seek
them out at the local schools. One of the most fun things I have
done over my career was when I went to various middle schools
and high schools and talked about flying. Young people are
starving for adventure and will eat up every word you tell them
about all things flying. Call a school and offer to do this and I
guarantee they will sign you up to give a talk.
Kids aren’t the only ones interested in having a flying adventure. I get questions about my flying at least a couple of times a
week from people my age or older. Since there is no age limit on
adventure, I take them flying when I can.
Swashbucklers and steely-eyed aviation ninjas
Sometimes getting an idea for this column is a little tough
for me, but this month’s idea leapt off the page of our previous magazine issue. I saw an advertisement for our Gathering
in that issue. In that advertisement, there is a group picture
of the attendees of last year’s event. I looked at that picture
and realized that I was looking at an assembly of bright-eyed
and eager adventurers; swashbucklers in a world filled with
nine-to-fivers.
The picture reminded me of the many aircrew group photos
I have seen. It reminded me of my new-hire class picture at my
airline. And it reminded me that age, income and other factors
have nothing to do with being an adventure-seeking aviator.
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I hope you never doubt your status as an adventurer. You are
part of a group of people doing a thing that humans longed to
do for millennia.
Yes, flying is nowadays considered by many in the general,
non-piloting public to be a quick way to get from place to place,
but we know something that they don’t. Flying is the gateway to
great adventure, amazing friendships and a life well lived.

MORE
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at cessnaflyer.org
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9:30, 11:00 & 12:30

SUPERIOR AIR PARTS
TENT # 257

SIX DAYS. 18 FORUMS.
NEW FOR 2018: SELEC T SUPERIOR AIR PARTS FORUMS QUALIF Y FOR FA A A&P I/A RENEWAL CREDIT!

The forums are free.
The information is priceless.
FORUM SUBJECTS INCLUDE:
• How to efficently lean your engine

ALL FORUM ATTENDEES
RECEIVE A FREE DIGITAL
COPY OF ENGINE
MANAGEMENT 101 !
THE MUST-HAVE BOOK
BY FORUM HOST:

• Compression testing aircraft engines for
maximum cylinder life
• How pilots can make flying more affordable
• How to extend your engine’s life
• How to choose the right engine mechanic
• And more…

Bill Ross

Vice President, Product Support
Superior Air Parts
• Recognized leader in G.A.

aircraft engine operations and
maintenance

< CELEBRATION WAY >

• 30+ years experience as an

A&P technician

ALL FORUMS
WILL BE HELD AT THE
SUPERIOR AIR PARTS
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STEVE ELLS

QUESTIONS & ANSWERS

Fuel steps for a 182, 180/185 gear legs, cabin heat
which won’t shut off and propeller anti-abrasion boots

The local mechanic told me that it would be the best time to
refurbish the landing gear legs.
What’s he talking about? These legs are thick steel springs.
What can go wrong with a thick steel spring?

Steve,
How hard is it to retrofit fuel steps to a Cessna 182 that did
not have them from the factory? What parts are required?

Leg Man

Don

Dear Leg Man,
Although many pilots—and some mechanics—believe the flat
spring steel landing gear legs used on Cessna 180s and 185s (as
well as on other Cessna fixed-gear singles prior to the change to
tubular-style gear) are indestructible, it’s not true.
Think about it. This gear leg has been on your airplane for 62
years. Nothing that has been in service on a Cessna 180 for 62
years escapes the need for inspection, servicing and occasional
refurbishment.
Inspect for rust on the underside of the gear leg and at the
brake line clip site. If there’s rust, remove it as soon as possible.
The proper tool to remove rust is a wire brush.
If the rust is deep, there’s a distinct possibility that the rust
has penetrated a very thin layer of surface-hardened metal (each
gear leg is surface-hardened by shot-peening on the underside)
and has continued into the granular structure of the spring.
It’s not unheard of for a spring steel gear leg to fracture, usually near the step or near the fuselage.
The Landing Gear Works of Renton, Washington, refurbishes
spring steel landing gear legs. The following is a description of
their process:
The main items of concern are deformation and corrosion
pits. If repair is required, it is done per applicable sections of
the Cessna 100 service manual for the particular plane and
AC43.13-1B.
continued on Page 22...

Hi Don,
Cessna has an accessory kit (Part No. AK172-168J) for fuel
steps and handles for all the 172 models, but I wasn’t able to
find a kit for the 182.
The best option I could find for your 182 is steps and handles
sold by Cessna Flyer advertiser McFarlane Aviation. They sell
parts from F. Atlee Dodge, a well-known company in Alaska.
McFarlane sells the Dodge step as Part No. 3354S and the handle as Part No. 3354H.
The Dodge website says the parts are manufactured under a
Parts Manufacturing Approval (PMA), but they don’t have an
STC for installation.
Check with your mechanic/inspector to see if he thinks installation is a major alteration that requires additional approval,
or a minor alteration that can be done with a logbook (aircraft
records) entry. If further approval is needed, it will need to be
obtained through the field approval process.
The Dodge website suggests that a backing plate be installed
on the inside surface of the boot cowl when installing the steps
and handles.
In addition to the step and handle, McFarlane also offers the
Dodge backing plate, Part No. 3354D, with this caveat: “For
mounting locations that do not have enough clearance for the
doubler, the installer must rely on existing stringers, other existing structure, and/or a custom fabricated doubler. It is up to the
installer to verify the structural integrity of the attachment.”
Happy flying,
Steve

Hi Steve,
I am in the process of refurbishing my 1956 Cessna 180.

Cessna 180/185
gear legs are
extremely durable,
but can fail if
abused.

Steve Ells has been an A&P/IA for 44 years. He is a commercial pilot with instrument and multi-engine ratings, and loves utility and
bush-style airplanes and operations. Ells was a tech rep and editor for Cessna Pilots Association and associate editor for AOPA Pilot.
He owns Ells Aviation (EllsAviation.com) and lives in Templeton, California. Send questions and comments to editor@cessnaflyer.org.
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ON YOUR NEXT COUPLED APPROACH,
MAKE SURE YOU CAN TRUST YOUR AUTOPILOT
TO BE RIGHT THERE WITH YOU.
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GFC™ 500 AUTOPILOT
ATTITUDE-BASED

AUTOPILOT

SAFETY-ENCHANCING

ESP™AND LEVEL MODE

ADVANCED

AUTOPILOT MODES

COUPLED

GO-AROUND*

LOW-MAINTENANCE

DESIGN

FOR MORE DETAILS ABOUT SUPPORTED AIRCRAFT AND WHAT WE’RE WORKING ON, VISIT GARMIN.COM/GFC500.
© 2018 Garmin Ltd. or its subsidiaries. *With appropriate equipment.

ULTIMATE IN

PERFORMANCE

If “sprung” or questionable, then MIL-H-6875 or AMS2759
is used in the repair procedure. This specification covers the
requirements for heat treatment, stress relieving and restoring
shape which is referred to as fixturing or press work. This is always performed by journeyman heat treat personnel.
The inside surface of the spring should be shot-peened and
this is checked carefully. Peening puts a stress into surface layers
of heat-treated spring steels, thereby increasing fatigue strength
and resistance to stress-corrosion cracking.
That surface should not be grit-blasted, sanded or cleaned
with acid-based chemicals to avoid damaging the peened surface
or introducing hydrogen embrittlement.
If needed, the gear can be re-shot-peened. Special attention is paid to inspecting and stress-relieving the lower axle
bolt attach area and polishing the holes to eliminate surfacework-hardened areas.
Magnetic particle inspection is employed then per AC 4313-1B Chapter 5 [Section 2] Visual and ASTM-E1444-94A
CLASS B. This method is used to detect cracks, laps, seams,
inclusions, and other discontinuities on or near the surface of
ferromagnetic materials.
The gear is then cleaned again, and a protective finish—primer paint—is applied per the appropriate Cessna service manual.
The Landing Gear Works charges between $4,000 and $5,000
for the complete refurbishment of a pair of spring steel gear legs
for the 180.
The company also sells titanium replacement gear legs which
weigh much less and can take many more cycles than a steel
gear leg before deformation takes place. A set of titanium gear

legs costs $14,950. This cost can be offset slightly by sending in
your working steel gear legs as cores.
Happy flying,
Steve

Dear Steve,
Even with the push/pull control pushed all the way in, I’m
getting blasted by heat from the cabin heater. Has anyone ever
experienced this, and can anyone make any suggestions to fix?
Thank you!
Hot Foot

Dear Hot Foot,
As you know, when the heat control knob is all the way forward, there shouldn’t be any heat entering the cabin through the
cabin heat system. However, heat may enter the cabin through
leaks in the firewall.
The first item to check is whether movement of the control
knob actually creates movement of the diverter/flapper valve in
the heat box on the firewall. It’s possible that although you’re
moving the control knob, the control wire may be bound up or
bent, or the flapper is valve is broken or malfunctioning.
The diverter/flapper valve is located on the copilot’s side
of the firewall; an orange flex tube (SCAT tube) connects the
continued on Page 24...

A Cessna’s cabin heat system is simple but a malfunctioning diverter/flapper
valve can cause too much (or too little) heat to enter the cabin.
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Avemco Insurance Company is a member of the Tokio Marine HCC group of companies. ADS0162
ADS0156 (01/18)
(11/16)

We want to make it right again.
Call us. (800) 822 9123 Avemco.com

valve to what looks like the muffler.
After the heated air flows through the diverter/flapper valve box, it enters an oblong
aluminum plenum “box” that is attached
to the aft side of the firewall and extends all
the way across the cabin from side to side.
The POH recommends opening the
cabin air control to mix the relatively
cold inlet air with the heated air from the
heater system in the plenum to better control the temperature and quantity of the
heated air entering the cabin.
I always lube the shaft on the diverter/
flapper valve during maintenance. Sometimes, when it’s sticking, that’s all it takes
to return it to normal smooth operation.
If you find the cabin heat diverter/flapper valve works correctly, there are two
other things to consider. First, is the firewall insulation blanket on the cabin side
of the firewall intact? If portions have
been removed, what you may be feeling is
heat radiating through the firewall. You’ll
have to install new insulation. Skandia
Inc. is one company that provides thermal
blanket materials.
Second, you will need to determine if
there’s a leak in the firewall. One way to
find firewall leaks is to put a bright light
inside the cabin, and visually check to see
where light leaks through the firewall.
Small leaks can be plugged with a simple
screw, washer and locking nut; larger
leaks will need to be patched.
Happy flying,
Steve

Hi Steve,
My Cessna 182’s propeller had Prop Guard
by McFarlane Aviation on the propeller
leading edges when I purchased the plane.
I’ve got a section on one blade that
should be replaced now. McFarlane
shipped me a kit to replace the chipped/
damaged sections of the Prop Guard tape.
My three-bladed prop is 15 years old
and has no chips or dings showing, so it
looks to me that this is a good product.
What is your experience with PropGuard?
Prop-tape Pete

Dear Pete,
I don’t have any personal experience
with it, but in the course of my internet
research, I found several comments. A few
users thought it was a waste of money,
but most said they would use it again.
It’s an FAA-approved product that
doesn’t cost a lot—$72 for a two-bladed
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prop and $83 for a three-bladed prop—
and while users wrote that they weren’t
sure how applying Prop Guard worked,
since it appears to be nothing more than a
very thin layer (0.014 inch) of clear tape,
most expressed positive feelings about the
amount of protection provided. They also
said they would buy it again and apply it
to all future prop installations.
(We reached out to McFarlane Aviation
to inquire about the product and found
out that PropGuard is, indeed, more than
a piece of tape. According to McFarlane,
the product is made from “a special high
strength heat processed polymer engineered for centrifugal loads.” The antiabrasion boot creates no performance loss
and is repairable. Estimated installation
time is 20 minutes. —Ed.)
McFarlane Aviation has posted
videos on their website and YouTube
which show the correct way to install
Prop Guard.
Happy flying,
Steve
Know your FAR/AIM and check with
your mechanic before starting any work.

Resources
F. ATLEE DODGE PRODUCTS
McFarlane Aviation, Inc.
https://www.mcfarlaneaviation.com/
products/category/f-atlee-dodge-products
F. Atlee Dodge Aircraft Services, LLC
fadodge.com
CESSNA 180 LANDING GEAR
REFURBISHMENT / REPLACEMENT
The Landing Gear Works, LLC
thelandinggearworks.com
THERMAL BLANKET MATERIALS
Skandia, Inc.
skandiainc.com
PROP GUARD
McFarlane Aviation, Inc.
https://www.mcfarlaneaviation.com/
products/category/prop-guard-antiabrasion-boot
Prop Guard installation video
https://www.mcfarlaneaviation.com/
articles/prop-guard-installation-tutorialvideo/content/

AVIATION

P. PONK
0-520 Super Eagle Engines
265 HP & 275 HP carbureted for
Cessna 180s and Cessna 182 thru R

The P. Ponk SUPER EAGLE engine conversion puts additional 35 to 45 horsepower under your cowl for about the
same price as a factory rebuilt engine.
Your aircraft will takeoff shorter, climb
faster, cruise faster and be less expensive to operate on a per mile basis.

SHORTER TAKEOFF • INCREASED TBO • INCREASED RATE OF CLIMB
LOWER PER MILE OPERATING COST • FASTER CRUISE SPEEDS

Other Continental Engine Installation STCs for Cessnas
IO-520-D (300 HP)
IO-550-D

182H through P
A185E and A185F

McCauley Propellers for Cessnas
401 80” to 88” 3-blade

180 and 182 (with O-470-50 engines)
185 models (with IO-520-D and IO-550-D engines)

401 80” to 84” 3-blade

207, 207A, T207 and T207A

402 80” to 88” 3-blade

206, U206, U/TU206A-G, and P/TP206A-E

mt-propellers for Cessnas
2- and 3-blade propellers available for all our conversions.

Hartzell Blended Airfoil
82” or 84” 3-blade

180 and 182 (with stock or O-470-50 engines)

FAA/PMA Approved Parts

Cessna Model

Landing Gear Attachment (Beef-Up) Kit
Outboard Gear Box Brackets
Inboard Attach Angles
Corrosion Resistant Elevator
and Rudder Bearings

170, 180, 185, 305
170, 180, 185
170, 180, 185
180, 182, 185, 206

P. PONK AVIATION
1212 Moore Road #2
Camano Island WA 98282-8820
Voice: 360-629-4812 • Fax: 360-629-4811

Web Site: www.pponk.com
Email: info@pponk.com
Specializing in Continental and Cessna
Maintenance, Overhauls and Modiﬁcations Since 1970.

THOMAS BLOCK
A Return to the Airlines, Part Two
Managing a DC-7 is quite an adjustment for pilots used to Jet
Age systems and instrumentation.

Part One of Capt. Block’s return to the airlines appeared in
the May 2018 issue of Cessna Flyer. —Ed.
As I continued my studies of the old American Airlines DC-7B
that was now owned and operated by Florida Air Transport, a
review of the powerplants was next on the agenda. It would, I
suspected, be where the action was. In fact, my first impression
of this system was just the opposite of what I felt about hydraulics—in the powerplant arena, old transports are incredibly different from those of the Jet Age.
Although this is probably enough of an oversimplification to
generate contrarian mail, once you get a jet engine going, the
pilot can basically ignore it most of the
time. It either runs, or it doesn’t. Not
so with the old recips—the big radial
engines of that era needed to be baby-sat
nearly every minute.
The tools at the pilots’ disposal for the
engines’ care and feeding were comparatively weak back then, too. As an example,
my last personal airplanes had a complete electronic readout of all
cylinder head temperatures and exhaust gas temperatures, connected to a monitoring gauge that will blink and shout at the
pilot if any of the pre-established parameters were exceeded.
The DC-7 had no way to measure EGT, and had only two
CHT probes per engine for a ship’s total of only eight. That’s
quite a small sampling considering that the airplane has 72 cylinders spread across its long wings.
But one additional engine monitoring device that came on the
Douglas propliners of the time was a Bendix ignition analyzer. It
was literally an oscilloscope for peeking into each of the cylinder’s ignition systems. As the training manual said, “the ignition
analyzer will locate and identify any existing abnormal ignition
condition which may lead to, or be causing, an engine malfunction.” The only difficulty was that the unit spoke in tongues, so it
took a fair measure of study and experience to really understand
what the dancing lines on the screen were trying to tell you.
Back at the training manual, the physical and mechanical descriptions of the engines were intermingled with the operating
reasons, techniques and limitations for that particular device.
The goal of operating big round engines properly was to keep
them warm enough, but not too warm. This meant that the pilot

FULL CIRCLE
(or, more than likely, the flight engineer) would have to do battle
using various weapons to heat things up or cool things down.
Accordingly, the -7 was equipped with a complicated arrangement of cowl flaps and oil cooler doors to keep powerplant temperatures herded properly.
The old manual had lots of stick drawings and hand-labeled
diagrams that made it a far, far cry from the slick Boeing audiovisual curriculum that I sat through for my last type rating
course. But the DC-7 handbook was, surprisingly more than
good enough. It was a sort of scavenger hunt for information or,
possibly, an aeronautical crossword puzzle for the pilot to fill in.
Back then, the pilot had to bring his own imagination, his
own insights, his own questions and, sometimes, even his own
answers to bear on the problem of learning the hows and whys
of the airplane. Each student was much more a participant in
the training, rather than simply being a receiver of the data.
It was like the difference between old-time radio and modern
TV. The boob tube supplies everything the
producers intended you to see and hear,
whereas the radio shows of yesteryear required that the listener conjure up an image
of the happenings from the suggestions that
the voices supplied.
While I was learning the DC-7, I found
that, more often than not, I lingered here,
skipped to there, backpedaled periodically and basically forced
myself to use my imagination right from the get-go. It was a
circuitous path, but it helped me learn enough to ultimately feel
comfortable in this big old round-engine airliner.
Like every airplane technical handbook printed before or
since, the DC-7 training manual could also be an effective cure
for insomnia. Still, during my training, I kept stumbling across
some very enjoyable nuggets of information, insights and examples of unique airman/airline mindset from that long-gone era:
1. Cowls fail to operate: tap the overhead switch panel (to
free sticking relays).
2. Ferry flights may be operated in VFR conditions with no
flight engineer onboard.
3. When starter system electrical failure prevents engine start,
begin a fast taxi and windmill start the engine… …the runway
must be dry and recommended 7,000 feet long… …engine start
should normally occur between 80 and 90 knots.
Armed with all of this in my head, I went out and flew with
Frank Moss, the Chief Pilot for Florida Air Transport. I passed
the copilot check. The final required maneuver was a successful
three-engine ILS approach to a landing.
I did a number of runs down to the Bahamas and back from

We used the portable
GPS as the FAA-allowed
“VFR advisory” tool.

Editor at large Thomas Block has flown more than 30,000 hours since his first hour of dual in 1959. In addition to his 36-year
career as a US Airways pilot, he has been an aviation magazine writer, a best-selling novelist and owner of more than a dozen
personal airplanes. Send questions or comments to editor@cessnaflyer.org.
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the right seat. Frank coached me from the left seat, giving me
hints here and there. We both had a good time—me more than
Frank, I suspect—and in short order I was taking the DC-7B
out of Opa Locka Airport (Miami, KOPF) at gross weight and
learning how to trade off every knot of airspeed for every foot
per minute of climb that I wanted to see.
Unlike the Jet Age, where it was very easy for the airplane to
outrun your thought process, I constantly found myself wanting something to
happen with the -7…and then waiting…
and waiting…and waiting…and waiting…until it finally showed up on the
gauges. “Patience, grasshopper!” was
the line that kept running through my
skull. When your throttles are connected
to jet engines, in most cases you’ve got
some pretty big erasers out there for
eliminating aeronautical errors. Not so
with the old recips.
I did bring one improvement to the Florida Air Transport
operation when I climbed onboard. I had what, at the time,
was a cutting-edge portable GPS. I mounted it up on the broad
glareshield where it fit as if the folks in Kansas had this spot in
mind when they designed the GPS.
We used the portable GPS as the FAA-allowed “VFR advisory” tool. Frankly, what we used the GPS advisories for was
so that we would accurately know where the hell we were and
where we were really going.
Without peeks at the portable GPS, it would have been VORs
and NDBs all the way—pure 1950s—as we tried to fit this big

four-engine prop-liner into the 21st-century traffic flow around
us. Frank had his own older portable GPS on his side of the
cockpit for his personal use, but he quickly fell in love with the
newer and brighter color screen on my unit. At the captain’s
suggestion, we shared the newer portable GPS by swiveling it
back and forth.
The Turks and Caicos Islands in the Bahamas and Miami’s
Opa Locka Airport appeared on the schedule more or less weekly for a few months
while I learned to drive Mr. Douglas’s penultimate piston airliner.
Right up to my last flight on the DC-7B,
I found it was still a struggle to slow the
old girl down without pulling back more
engine power than Frank liked to see, and
touchdowns continued to be more like arrivals than any featherlike meltings of rubber
onto the macadam. (The DC-7C, the final
model of the series, had more wing, more
fuel range and, from those whom I have spoken to who have
flown them, more praiseworthy characteristics.)
But with those mounting hours I logged from the right seat, I
became comfortable enough to feel basically at home. I was no
longer just a visitor in the cockpit of the DC-7; I felt that I had
become a pilot of this airplane type.
I could now get this complex array of vintage hardware
up and back down in a reasonable fashion. Back when I was
performing this act every few weeks I had developed an understanding of what I was doing when things went right and, more
important, an understanding of what I should have done when
continued from Page 97...

I was no longer just a
visitor in the cockpit of
the DC-7; I felt that I had
become a pilot of this
airplane type.
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550

T.I. Engine
for the Cessna

Innovative PMA Parts and STC Kits
The 550 T.I. Crossflow engine installations use a combination of the 550 cubic inch Continental
Motors IO-550 engine which produces 310 horsepower at 2700 RPM and the new Hartzell
Scimitar series propeller. This STC kit fits Cessna U206 & TU206 as well as 210 & T210.
Conversion features include:
•
•
•
•

TBO - 2200 hours
310 Horsepower
Balanced Power
Optimal Fuel Economy

•
•
•
•

Reduced Operating Cost
SmoothRide Engine Mount System
Top Mounted Tuned Induction System
Hartzell Scimitar Series Propeller

For more information contact us at 336.992.1100 ext. 1800 or ext. 1817 or email us at stcinfo@summitaviationmfg.com.

Rust Never Sleeps

Corrosion is the biggest enemy of infrequently-flown aircraft engines. “Nickel-plated” cylinders are a proven weapon in fighting the battle against internal engine rust. By Tyler Knight

R

ust is expensive. The Pentagon
spends tens of billions of dollars
annually fighting the same corrosion
that pits and destroys airplane cylinders.
Unlike Congress, which mandated
creation of the Department of Defense’s
Corrosion Policy and Oversight Office
in 2003, GA pilots can’t devote such
substantial financial resources to fight
the problem. We have to prevent it with
knowledge and action.
Rust is a form of corrosion resulting
from iron being exposed to oxygen and
moisture for extended periods. Moisture
is drawn into our engines during operation and produced during combustion.
Even the engine shutdown process causes
the engine to inhale moisture.
Pat Heseltine, an A&P for nearly 40
years who owns and operates Avian
Flight Center in Bremerton, Washington,
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says steel starts rusting as soon as the
engine shuts down.
Just like our bodies deteriorate if we
don’t exercise regularly or eat right,
engines deteriorate if they’re inactive for
more than a week—particularly in humid
environments. Steel cylinders are especially vulnerable. As former Air Force
mechanic Dale Trout of Gig Harbor,
Washington, remarked, “The worst thing
you can do to an engine is not run it.”
Some pilots are surprised that frequent
flyers are more likely to exceed TBO
than hangar queens. Cylinder endurance
is rarely a problem for flight schools,
commercial operators or active partnerships. However, many airplane owners
barely fly 50 hours annually, and those
are the aircraft most at risk of having
their engines rot from within.
Running the engine on the ground for

short periods is actually worse than letting it sit. When an aircraft is groundrun, lots of moisture gets sucked in, but
operating temperatures stay too low to
burn it off. The general rule of thumb
is to fly for an hour and make sure the
oil temperature gets to 180 F or above to
drive off moisture.
I’m obsessing over these facts while I
prepare to rebuild my Lycoming IO-360.
I grew up in humid Texas and have a
home in humid Seattle, so rust is my
companion and enemy. To avoid it costing me more money or causing me
anxiety when I can’t fly enough, I want
to eliminate any chance of my new cylinders rusting.
A career in medical technology has
taught me that well-documented scientific proof and expert input is critical to
making good decisions. The results of

Engineered
to Lead.
Tempest® knew there had to
be a better way to change
oil. The result: Tempest’s
patented Easy Drain™ oil
filter tool—a drain tool that
makes oil changes easier
and cleanup faster. With its
simple three-step process,
the Easy Drain tool saves
time, prevents drips and
spills, and makes cleanup
as easy as 1-2-3. Innovative,
forward-focused design—
proof that Tempest is
engineered to lead.

Tim Kenney, Continental Motors Manager of Applications
Engineering, is a veteran pilot who said the company’s NiC3
cylinders break in much faster than steel cylinders and don’t rust.

Manufactured by

The nickel-plated barrel of a Continental NiC3 jug is
rust-resistant and harder than a standard steel cylinder.

www.tempestplus.com
800.822.3200
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The NiC3 electroplating line at Continental Motors is a highly controlled, carefully monitored system.
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RAM Aircraft in Waco, Texas, states
on its website that the company’s Nickel
New Cylinder Package cylinder assembly is warranted for one year from the
shipping date. Furthermore RAM warrants each nickel process cylinder bore
to remain free of corrosion and wear
beyond service limits in normal operating conditions during TBO, or for a
period of five (5) years following date of
shipment from RAM, whichever occurs
first. (For exact warranty details, contact
RAM Aircraft. The website is listed under
Resources. —Ed.)
After much examination, I’m getting
all new NiC3 cylinders from Continental
for four reasons.
First, it only adds about 10 percent to
the cost of each cylinder. To me, that’s
cheap insurance from a company that’s
manufactured millions of cylinders.
Second, I prefer having one organization in charge of a product from start
Decisions, decisions
to finish. I also want
To my knowledge,
to feel confident the
the only legal options
Cylinder endurance is
manufacturer will be
for nickel-plated airrarely a problem for flight around for decades.
plane cylinders are
Continental has been
aftermarket electroschools, commercial
engines
plating by Aircraft
operators or active part- producing
since 1929, appears
Cylinders of America
nerships. However, many well-capitalized and
in Tulsa, Oklahoma,
™
or new NiC3 cylinairplane owners barely fly keeps innovating. In
ders from Continental
the changing world
50 hours annually…
Motors in Mobile,
of General Aviation,
Alabama.
corporate stability is
Continental Motors Group, a suba big consideration for me.
sidiary of AVIC International Holding
Third, NiC3 coating technology was
LTD, has FAA approval to produce
developed more than 50 years ago for
Continental components, parts that are
high performance sports cars. The mateapproved for Lycoming engines, and
rial has proven extremely durable and
experimental engines and components
effective over tens of millions of hours
under the Titan name.
of use in cars and planes. Plus, it’s far
A number of well-regarded engine
easier to break in than chrome, which
shops I spoke with across America buy
can make a huge difference when it
new NiC3 cylinders from Continental,
comes to long-term performance and
or purchase Superior or Lycoming
oil consumption.
jugs and have them plated in Tulsa
Fourth, in addition to the standard
at Aircraft Cylinders of America. I
warranty (2 years or 1,000 hours, whichrecommend that anyone considering
ever comes first), these premium cylinaftermarket modification of cylinders are backed by an additional warranders find out how the process might
ty extension covering the cylinder barrels
impact the manufacturer’s warranty.
for abnormal wear and/or corrosion for
Aircraft Cylinders of America offers
5 years or TBO, whichever comes first.
nickel plating, too, after customers
(For more on the NiC3 product warranty,
asked for it. Production manager
visit the Continental Motors website. It’s
James Pitts told me Aircraft Cylinders
listed in Resources on page 33. —Ed.)
of America has a favorable opinion
of the chroming process as well. He
Seeing is believing
said, “It’s been around forever and we
When business recently took me to
think it’s dependable.”
New Orleans, I arranged to drive two
Pitts also made another important
hours north to Mobile where I could talk
point: chromed cylinders can be re-plated with some of the Continental engineers.
numerous times, whereas nickel can’t.
Some pilots may recall Continental
rigorous empirical research then must
be applied with top flight components,
advanced manufacturing processes and
quality control.
My research says the best way to preserve my cylinders is with nickel silicon
carbide electroplating, more commonly
called “nickel plating.”
I should add that the cylinders in my
current engine were chromed roughly
300 hours ago. Every 25-hour oil analysis shows rising levels of metal. The numbers suggest the chrome is flaking off the
walls, which isn’t good.
My mechanic endorses chrome for
radial engines, but not so much for my
IO-360. Others have different opinions,
so I highly recommend doing your own
research, since chrome is a proven rustprevention option. It also looks great on
classic car bumpers.

Engineered
to Lead.
Tempest® innovation
is changing industry
expectations and, in
the process, making its
competitors go back to the
drawing board to play catch
up. Tempest leads modern
aviation spark plug design
with its fired-in suppressor
resistor—others have since
followed. In oil filter design,
Tempest leads the way with
its proprietary, internal
magnetic, secondary
filtration system. Plus,
Tempest’s Spin-EZ® oil filter
is an industry first with its
patent-pending, non-stick
seal technology. Forwardthinking differences like
these set Tempest apart
and prove what others
now know—Tempest is
engineered to lead.

www.tempestplus.com
800.822.3200
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Continental Motors Cylinder Production Team member Todd Ewbank precisely mates cylinder barrels and heads.
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acquired San Antonio-based PMA parts Continental engines, see Resources. —Ed.)
manufacturer Engine Components
The industry-standard Knoop hardness
International (ECi) in 2015.
test for mechanical hardness confirms
The FAA had granted ECi permission
what he said. On that scale, diamond is
to improve existing technology and sell
7,000; nickel silicon carbide is 3,300;
the results as proprietary if it met ASTM
hard chrome is 972; hardened steel is
International’s standards. ECi subse822 and tooth enamel is 343.
quently developed the process of applyByrnes noted that the pistons in lots
ing nickel silicon carbide to its experiof chain saws and string trimmers are
mental Titan engines, which were based
nickel-plated, since they run so rarely
on Lycoming designs.
and would rust up otherwise. “When you
Once ECi was acquired, Continental
get corrosion in a cylinder and start the
gained access to ECi’s technical invenengine, it’s like a cheese grater on your
tory—including what ECi had developed
rings. You expose new, bare metals to rust
to apply nickel silicon carbide to its
again. With the nickel [electroplating], you
experimental Titan engines—and moved
don’t have to worry about that, because
everything to Mobile.
the nickel protects the surface.”
Staff metallurgist Mike Byrnes has
Interestingly, even though the silicon
multiple degrees in metallurgy from the
carbide in Continental’s NiC3 is chemiUniversity of Wisconsin and is a pilot
cally identical to the grit in sandpaper,
and instructor. He told me ancient
the cylinder barrels feel super-smooth,
blacksmiths produced steel by heating
since the particles are only three
iron ore in coke, which is a carbon-rich microns in diameter and represent less
fuel source derived
than 5 percent of the
from coal. That
mixture’s weight.
…silicon, which is
lowered the metal’s
To electroplate
nearly diamond-hard,
melting temperature
a cylinder barrel, a
and made it easier
powder of dissolved
protects the nickel,
to shape.
nickel and other
and they work together
To ensure durabilchemicals is dissolved
to get a smooth surface in water and continuity, the steel must be
“normalized,” since
ally stirred. A continthat will allow an oil
fresh-forged steel is
uous, positive electrifilm to remain…
a jumble of iron and
cal charge is dispersed
carbon atoms. To
through the solution
normalize cylinders, the steel is heated
and the cylinder attracts the metallic salts
beyond its upper critical point, then airthat “plate out” the barrel.
cooled. It’s then hardened by repeated
In addition to being harder, Byrnes
heating and quenching, creating a durabelieves nickel carbide also adheres to the
ble microstructure. The company’s metal- cylinder walls better than chrome.
lurgy lab has an electron microscope and
The electroplating process was inventother instruments where they regularly
ed in 1805 and is well understood and
test and confirm products.
highly refined, as I saw at Continental’s
Byrnes explained that nickel and
sizable plant on the edge of Mobile
silicon carbide have strong, independRegional Airport (KMOB).
ent properties in cylinders when they’re
Plating adds about 8/1,000th of an
applied with electroplating. Under a
inch to the barrel’s thickness. Half of that
powerful microscope, the combination
is precisely removed when the cylinder
resembles concrete with chunks of silicon barrel is ground and honed by computercarbide resting in nickel.
controlled machines.
The coating naturally retains oil, which
I recommend you watch a YouTube
flows between the carbide much like
video about nickel plating cylinders. It
water between rocks. “The silicon, which
illustrates the concept well, and is only
is nearly diamond-hard, protects the
a few minutes long. Although the video
nickel, and they work together to get a
is focused on racing engines, the producsmooth surface that will allow an oil film tion process is similar for aircraft. (See
to remain,” he explained.
Resources for the link. —Ed.)
According to Byrnes, NiC3 cylinBryon Denton, Senior Manager–
ders also break in far easier than steel
Engineering, joined Continental with the
or chrome cylinders because all the
ECi acquisition. One of the things Denton
wear is in the rings, not the super-hard
and his colleagues work on is combining
NiC3 coated cylinder wall. (For more
the best qualities of Continental and ECi
on the break-in procedure for certain
technologies into new products.

Engineered
to Lead.
Surpassing others in
starting power, energy
efficiency, and performance
reliability, Tempest® is
the leading influence in
engine starter/alternator
innovation. Our PowerFlite®
starters can reduce
current draw by up to
20% compared with other
brands. Plus, Tempest
starters are designed with
aerospace quality brushes
for longer life, a proprietary
ball bearing design for less
internal friction and heat,
and a newly designed,
field-wound electric motor.
Pair these with our FAA/
PMA-approved PowerFlite
alternators and you’ll agree:
Tempest is engineered
to lead. All others can do
is follow.

www.tempestplus.com
800.822.3200
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When I asked about the production
line for nickel plating cylinders, Denton
said it has been improved since they
moved everything up from San Antonio.
“Continental implemented more quality
controls and the chemistry is controlled
to even higher tolerances than before.”
“That’s not to say ECi wasn’t diligent,” he continued, “but we’re doing
more here and now have an on-site
chemist. [Continental] is a larger company with more resources and this
product line is growing.”
When I asked about the flaky chrome
cylinders in my current engine, Denton,
who is a pilot as well as an engineer,
said, “You get hard chrome circulating
through an engine and it’s not a good
thing.” He explained that with nickel
silicon carbide, “Not only do pilots
enjoy longer cylinder life, but if you
don’t fly your plane a lot, it won’t rust

up and ruin your rings and barrels.”
Flying more is my dream, but working too much is my reality. Thankfully,
nickel-plated cylinders will put my worries about rust to rest.

Continental Motors – CFA supporter
continentalmotors.aero

Tyler Knight is a private pilot based near
Seattle. His favorite flights are up and
down the West Coast near the ocean,
where humidity is high but the scenery’s
amazing. Send questions or comments to
editor@cessnaflyer.org.

FURTHER INFORMATION

Resources
Aircraft Cylinders of America
918-582-1785
Avian Flight Center
avianflight.com

RAM Aircraft – CFA supporter
ramaircraft.com

Continental Motors
Service Bulletin SB15-6A
Part IX, “Engine Break-in Instructions”
tcmlink.com/pdf2/SB15-6A.pdf
“Nickel Silicon Carbide Plating”
Video by Millennium Technologies
https://www.youtube.com/
watch?v=XrweImPvlzU&t=2s
U.S. Dept. of Defense Office of
Corrosion Policy and Oversight
corrdefense.org

Steel cylinder barrels at Continental Motors have been continually improved
through advances in metallurgy, production processes and computer design.
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Plus a 1-year AOPA Membership.
SiriusXM® Aviation weather and entertainment are
now available through the new Garmin GDL™ 51/51R
and 52/52R portable and remote mount receivers.
Get the in-depth weather info you need on the aera®
660, 795/796, the G3X Touch™ and Garmin Pilot™ app.
You’ll have essential features you won’t find on ADS-B
right at your fingertips. Plus you get a 1-year AOPA
membership with purchase of an eligible receiver.
Learn more at aopa.org/siriusxm.

Superior features
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No Altitude Limitation or Line-of-Sight Restrictions

✔

X

Coast-to-Coast Coverage from Taxi to Landing

✔

X

High-Res Composite & Base Reflectivity Radar

✔

X

NEXRAD Storm Cell Attributes

✔

X

Lightning Strike Locations

✔

X

Cloud Tops & Echo Tops

✔

X

High-Res Surface Winds

✔

X

Start flying worry-free
Purchase a SiriusXM
compatible receiver
Choose a SiriusXM Aviation
subscription package
Activate your service at
siriusxm.com/activate or
call 1.855.796.9847

Get the first 3-MONTHS FREE with GDL™ 52/52R & subscription purchase. Details at siriusxm.com/GDL52Trial.
Purchase any new eligible aviation satellite weather receiver from January 1 to December 31, 2018,
activate it with any SiriusXM Aviation weather subscription package from SiriusXM by December 31,
2018 (see DETAILS below), maintain 60 days of continuous paid service and receive a $200 SiriusXM
Rewards Visa® Prepaid Card. See Rebate Offer Details at siriusxm.com/CESSNA.
DETAILS: Hardware and subscription sold separately. SiriusXM Satellite Radio and Marine (Aviation) services each require a subscription sold separately, or as a
package, by Sirius XM Radio Inc. Service automatically renews and bills at then-current rates until you call 1-800-985-9200 to cancel. Fees and taxes apply.
See SiriusXM Customer Agreement for complete terms at www.siriusxm.com. All fees and programming subject to change. Not all devices are capable of receiving
all services offered by SiriusXM. Data displays and individual product availability vary by vehicle hardware. Current information and features may not be available in
all locations, or on all receivers. NOTE: SiriusXM Service may include weather and other content and emergency alert information and data. Such information and
data is not for “safety for life,” but is merely supplemental and advisory in nature and, therefore, cannot be relied upon as safety critical in connection with any
aircraft, sea craft, automobile, or any other usage. SiriusXM Visa Prepaid Card is issued by MetaBank®, Member FDIC, pursuant to a license from Visa U.S.A. Inc.
© 2018 Sirius XM Radio Inc. Sirius, XM, SiriusXM and all related marks and logos are trademarks of Sirius XM Radio Inc. All rights reserved.

SiriusXM Weather
After five months of flying with SiriusXM
Aviation weather, MICHAEL LEIGHTON is back to
share how he has utilized the service and how
it measures up.

A

few months ago, I had the opportunity to fly with and review the
SXAR1 weather receiver from
SiriusXM Aviation. In that article,
published in the March issue of Cessna
Flyer, I compared the SXAR1 to ADS-B.
Since ADS-B service is provided for
free, and access to SiriusXM weather
requires a subscription, you might expect
that SiriusXM would be offering a superior weather product. In the months I
have flown using SiriusXM weather, I
have found that to be the case.
For additional information on the relative capabilities of SiriusXM and ADS-B
weather, AOPA recently posted a video
to its website titled “Datalink Weather
Choices and Capabilities.” The 11-minute
video (sponsored by SiriusXM) gives a
thorough explanation of datalink weather
and compares the two weather products.
Ongoing improvements
In the time since my article in March,
SiriusXM announced that it increased its
Aviation Weather refresh rate from five
minutes to two-and-a-half minutes—
essentially cutting in half the time it takes
to get updated weather data.
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I immediately noticed the faster refresh
time on my panel-mounted Garmin
GNS 530 (it utilizes a Garmin GDL 69
receiver), but I didn’t see the same refresh
rate occurring on the SXAR1 receiver on
my iPad.
I asked Dave Hubner, Director of
Aviation Partnerships at SiriusXM Radio,
Inc. to clarify what was happening.
Hubner explained that legacy products
such as my Garmin 530 utilize a different

The SXAR1 provided us with
radar coverage up to about 165
miles east of the Continental
United States—far beyond the
range of ADS-B.
system to download data than the portable
units. Currently, legacy products are enjoying a faster download rate. Hubner assured
me that SiriusXM is working on improvements to the system that provides downloads to portable units so that they, too,
will have a faster refresh rate in the future.
Hubner also explained a handy feature of SiriusXM’s subscription packages

to me. The subscriptions have a pause
feature that lets you suspend service for
a period of time and then turn it back
on. For example, if you don’t fly much
during the winter months and you don’t
want to pay a subscription fee for something you are not going to use, you can
suspend your subscription and turn it
back on in the spring when you are going
to be flying.
Surprising coverage
A feature I tested more fully in these
last few months was the range of coverage.
I just returned from the Bahamas where
I enjoyed full coverage at all times and
at all altitudes. We were as far south as
Long Island, some 300 miles southeast of
Miami, and the SXAR1 worked perfectly.
The SXAR1 provided us with radar
coverage up to about 165 miles east of
the continental United States—far beyond
the range of ADS-B. This is significant to
any pilot who regularly travels north of
the border into Canada and south of the
border into Mexico or the Caribbean.
Departing Treasure Cay (MYAT), the
SXAR1 was locked on and was giving us
current weather at our destination, Fort

Upgrade your CitationJet
for ADS-B Out with less downtime.

BendixKing knows your flight time
is valued. That’s why we created an
unparalleled ADS-B Out upgrade for your
CNI 5000 Integrated Avionics System.
It is the only affordable, quick and easy
retrofit made to replace existing KT 70
transponders, thanks to new KT 74s. We
even provide a simple path to stream
ADS-B wireless Wi-Fi weather to your
tablet. ADS-B Out compliance for your
CitationJet model 525 or 525A is here and
it’s easier than you may think.
Don’t wait and risk being grounded.
Upgrade today.

To learn more, call 1.855.250.7027, contact
your local BendixKing dealer or visit
bendixking.com/V4/CNI5000
©2018 Honeywell International

Pierce, Florida (KFPR), before we even
left the ground. This highlights two more
of the advantages of SiriusXM weather
versus ADS-B: first, that it is not subject
to line of sight (as is ADS-B); and second,
that it gives you current weather irrespective of the distance to the area of interest.
In contrast, ADS-B limits data to as little
as 100 miles—but more commonly, 250
miles—from your location.
How it measures up
Unlike ADS-B, the SiriusXM products
don’t deliver traffic or notams, but as a
weather product, SiriusXM is superior in
every way.
As I said in my original story, I believe
the single most important technological
advancement to affect General Aviation’s
flight safety record is the availability
of quality in-flight weather products.
SiriusXM’s product is clearly the best of
breed in this category.

Michael Leighton is a 12,000-hour,
three-time Master Flight Instructor and
an A&P mechanic. He operates a flight
school and maintenance facility in South
Carolina and South Florida. You can find
him on the web at flymkleighton.net.
Send questions or comments to editor@
cessnaflyer.org.

SiriusXM radar. Note how far east radar coverage
is received—nearly 300 miles offshore.

Resources
FURTHER READING
“ADS-B vs. SiriusXM”
by Michael Leighton
Available online at
https://www.cessnaflyer.org/magazines/
item/1035-march-2018-cessna-flyermagazine.html
SAFETY VIDEO
“Datalink Weather Choices
and Capabilities”
AOPA Online Learning
https://www.aopa.org/training-and-safety/online-learning/safety-videos/datalink-weather-choices-and-capabilities
SUBSCRIPTION PACKAGES
AND FEATURES
SiriusXM Radio, Inc.
https://www.siriusxm.com/
getforeflight?utm_campaign=SXM_
NA_BAU&utm_source=NA_NA_
GoogleAdwordsAviation&utm_
medium=Search-Paid
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ADS-B weather radar. Coverage drops off just
east of Freeport, Bahamas—about 60 miles
east of Palm Beach, Florida—at 10,000 feet.
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genuine Lycoming engines and parts. This commitment
to innovation comes with a worldwide support network
that offers a level of customer service unmatched in
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Lycoming’s efforts show that not all engines
and parts are created equal.

Contact an authorized Lycoming Distributor to purchase
a genuine Lycoming engine or genuine Lycoming parts.
Lycoming.com/TBO
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THE PROS AND CONS OF GOING TWIN

Given the cost, why would anyone want to own a twin-engine
aircraft? To decide if a multi-engine aircraft could be in your
future, first take a close look at the facts. By Michael Leighton

I HAVE

been a fan and an owner of Cessna twin-engine
aircraft for more than 25 years. In that
time, I have owned a Cessna 310, several
Cessna 414s and a Cessna 421. There is
little debate that they offer the most “cabin class” for the buck. You can usually
buy a nice example for less money than a
similar year, and similarly equipped, highperformance single. But why is that?
It’s a simple answer. The market for
twins is smaller than for singles, and most
potential owners look at direct operating cost per hour. Yes, a twin costs more
to operate per hour; though not twice as
much as a high-performance single.
So, given the cost, why would anyone
want to own one? What are the pitfalls?
The advantages? The statistical realities?
Who should own a twin?
Let’s start by defining who is a likely
candidate to own a twin.
Anyone who routinely flies over inhospitable terrain comes to mind. I, for one,
am much happier flying over water in a
twin than in a single. The same holds true
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for mountainous terrain, where a safe offfield landing is unlikely.
What about at night? Or more specifically, IFR at night? Sure, you can operate
a single over water and mountains. It’s
done all the time. But a serious mechanical failure means you must make an offfield landing. Statistics show that most
people survive a ditching at sea, or an
off-field landing in the mountains, only to
succumb to exposure or drown.
In a twin-engine aircraft, an in-flight
engine failure is still an emergency, but
you have more options. Those options,
not available to the single-engine pilot, are
precisely the thing that gets multi-engine
pilots in trouble. More on that shortly.
Consider your mission profile. If you fly
for business and trip completion on schedule is important; or, if you have the need to
fly hard IFR, or IFR at night; or if your mission profile finds you wanting to fly four
or more large people and stuff on a regular
basis; you need to consider a twin.
Having said that, if you are feeling the
need to go multi-engine, there are several
safety realities you want to know about.

Multi-engine risk factors
Where would you expect to find the
greatest number of accidents in a twin?
Low and slow with the gear down, an
engine failure on takeoff would appear to
present the most problems to a pilot. But
the statistics don’t entirely support that
logic.
According to the Nall Report prepared
by the AOPA Aviation Safety Foundation, nearly 34 percent of all accidents in
multi-engine aircraft occur in the landing
phase of flight, as opposed to just 21 percent for the takeoff phase. It is important to
note that fully 25 percent of the fatal accidents in twins occur in the approach phase
of flight versus just 5.4 percent in landing
phase and 18 percent in takeoff phase.
So, what does that mean? Well, it
basically means that a takeoff accident
is most likely going to be fatal while a
landing accident is not, but you have a
far greater chance of being involved in a
landing accident.
Also realize that twin-engine aircraft
compose less than 8 percent of the total
GA fleet but were involved in 9.4 percent

of the total accidents and 14 percent of
the fatal accidents.
When and where these aircraft are
operated also has an effect on the statistics. People buy twins for their greater
weather capabilities. Interestingly though,
only 16.2 percent of the fatal accidents
occurred due to weather-related issues in
twins versus 47 percent in retractable singles. So, the statistics support the theory
that twins are in fact safer in weather
then singles.
Night also plays a significant role in accidents. According to the report, 6.9 percent of all accidents occur at night, and
66 percent of the instrument approach accidents occurred at night. Unfortunately, no
breakdown of multi- versus single-engine
aircraft was provided in the report.
The importance of the critical engine
Historically, the fatal accident rate in
twins is consistently nearly double the
fatal accident rate in singles. So, what
makes a twin so dangerous?
Most twins utilize nacelle-mounted
engines on the wings. (We will exclude centerline-thrust twins like the Cessna Skymaster for the purposes of this conversation.)
This design comes with an inherent flaw,
asymmetrical thrust.
Counter-rotating propellers reduce the
amount of asymmetrical thrust by moving both thrust lines closer to the centerline of the aircraft, thus eliminating the
so-called “critical” engine.
Despite what you may have heard, the
critical engine is not the engine that is
still running after an engine failure. On
an aircraft with conventionally-rotating
propellers, it is the left engine, or the engine which has the thrust line closest to
the centerline. When that engine fails, the
remaining engine (which the airplane is
flying on) has the thrust line furthest from
the centerline of the aircraft, thus creating
the larger amount of asymmetrical thrust.
That is why you see boom-mounted
engines on the tails of jets, because they
are so close to the centerline that failure
of either engine will not create significant
amounts of yaw. In a typical light twin
like a Cessna 310, failure of the critical
engine will create significant asymmetrical
thrust, requiring the pilot to initiate the
standard drill for engine failure in a twin.
Though there are variations for specific
types, the basic drill is as follows:
Mixtures, props, throttles: full forward
Gear: up; flaps: up; boost pumps: on
Identify: dead foot equals dead engine
Verify: pull throttle back to idle on suspected engine

Secure: pull the mixture to idle cutoff
on dead engine
Feather: feather the prop on dead engine to reduce the yaw
It sounds simple enough, and in practice, it happens just about as fast as you
can say it. In some situations, like during
takeoff, the mixtures, props and throttles
are already forward and the boost pumps
should already be on. That leaves the
gear and flaps to attend to. Some aircraft
take off with partial flaps extended, while
some do not.
After addressing flaps, deal with the
gear. Almost all light twins climb better
with the gear up than with the gear out.
When I teach multi-engine departures,
I want to see the aircraft’s nosewheel on
the ground until VMC (minimum controllable airspeed with the critical engine inoperative) and rotation at VMC plus 5 knots.
When we establish a positive rate of
climb, the gear comes up immediately
while simultaneously accelerating to blue
line (VYse, best single-engine climb speed).
This procedure narrows the window of
time in which an engine failure would

You can usually buy a nice
[twin] for less money than
a similar year, and similarly
equipped, high-performance
single. But why is that?
make the aircraft uncontrollable (leading
to a VMC rollover). By keeping the nosewheel on the ground to VMC, you ensure
that you can maintain directional control
until such time that there is sufficient rudder to do the job.
By rotating at VMC plus 5 knots, you’ll
still retain control even if the critical engine were to pack it in at the exact instant
you rotated. If this worst-case scenario
happens, I advocate retarding the power
on the good engine and stopping on the
runway. It would be better to run off the
end of a too-short runway at 20 knots
then to try to fly it off so close to VMC.
Why do I say that? Because if you
look at the fatal accidents which occur on
takeoff in twins, almost all of them are VMC
rollover accidents. It is obvious that the
pilots of these airplanes elected to continue
the takeoff even after the engine failed.
My point is that multi-engine piston
aircraft do not perform well on one engine. When an engine quits on a twin, you
don’t lose half the performance of the air-

craft, you lose upwards of 80 percent of
its performance. Furthermore, for aircraft
with a MTOW of less than 6,000 pounds,
or a stall speed less than 61 knots, there
is no certification requirement for these
aircraft to climb on one engine under any
specific conditions.
When you read single-engine climb figures quoted for specific aircraft, remember that those numbers were achieved
by a factory test pilot, in a factory-new
aircraft, in what should be considered
factory-test air. That’s usually a “standard” day of 59 F, low humidity and 29.92
inches of mercury at sea level.
Also remember that the test pilot
knows the engine is going to fail and is
spring-loaded to respond. When it happens to you for real, there will be several
seconds of threat recognition and resolution that will pass before you actually
react to the engine failure.
Even if you do everything right, you
will be rewarded with a climb rate of not
more than a few hundred feet per minute,
about half of what you might expect
from a fully-loaded and very tired Cessna
150. The difference is that in the 150,
you achieve that rate of climb at a speed
of about 68 knots versus the 95 to 120
knots in most light twins. You are covering a lot more ground in the twin.
Below are the best single-engine rate
of climb figures for some popular Cessna
twins. These are taken from respective
POHs:
Model
Published Single-engine
Rate of Climb
310R		 370 fpm
340		250fpm
402B		 225 fpm
415		 240 fpm
421B		 250 fpm
As you can see, none of the models offer
what could be considered a wide margin
of performance. Remember, these are the
factory numbers. It is doubtful that you
could achieve performance this good in
a typical 35-year-old example with midtime engines.
Real-world examples
Now, let’s look at specific accidents
and specific models. We will use these
accidents to discuss accelerate-stop and
accelerate-go decisions, balanced field
length considerations and real-world operational realities.
I have chosen the Cessna 310 (directdrive engines, unpressurized cabin), the
Cessna 414 (direct-drive engines, pressurized cabin) and the Cessna 421 (geared
engines, pressurized cabin) as a repreC ES S NA F LYE R
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Those sexy tiptanks you see on the 300- and 400-series Cessnas are actually the main tanks. The inboard tanks are the auxiliary tanks.
sentative sample. The data is from the
NTSB website.
Cessna 310
Of the 82 accidents involving Cessna
310s which I examined, there were 11
landing gear failures. Some were the
result of hard landing, some were the
result of poor maintenance, but none
were fatal. Four pilots simply forgot
to put the gear down, or lost control
on the landing rollout. Again, none of
those were fatal.
Early 310s and some of the early
400-series had a poor nosegear design,
and it was not tolerant of anything less
than perfect pilot technique and perfect
maintenance. That design was changed in
early 1970s models.
There were six reported cases of random mechanical failures. One pilot’s seat
collapsed on takeoff; one pilot left the oil
cap off of one engine, ultimately resulting in an engine failure; one pilot left
the towbar attached to the nosegear and
went flying, only to jam the towbar in the
gear well. One pilot ran off the runway
after the brakes completely failed and one
pilot experienced an engine failure for no
determinable reason. One pilot lost his
life when the elevator control failed for
undetermined reasons.
There were three training accidents,
two of which were fatal. One was a
midair and one which can be described
as CFIT in VFR. In the latter, it would
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appear that both the instructor and pilot/
student had their heads inside the cockpit
and flew the plane into the ground.
There were three midairs involving
310s. All were fatal. One, a Part 135 air
taxi flight being conducted under IFR
flight rules, collided with a single-engine
aircraft just outside of Class D airspace
as the single was climbing through 2,500
feet. The pilot of the single was not talking to anyone at the time.
The majority of the fatal accidents
involving 310s were determined to be
pilot error during IFR. Some accidents
occurred on approach, with several pilots
going below minimums. Some were loss
of control while maneuvering. More than
half of the IFR incidents involved an engine failure or engine problem. Night IFR
was a factor in three of those incidents.
Cessna 414
I looked at 23 accidents in the 414,
nine of which were fatal.
VFR into IMC accounted for two incidents. Both were fatal.
I read four engine failure reports, including one complete failure and a partial
failure on the other engine. These accidents resulted in no fatalities.
One stall on final approach killed the
pilot and passengers, and a primary gyro
failure on a particularly dark and foggy
night also accounted for a fatal accident.
A Part 135 training accident took the
lives of three crew, including the chief

pilot of that air taxi operation. No direct
cause was cited in that report.
I also saw two cabin pressurization
failures. Although this type of accident
is considered rare, it was brought into
the spotlight in 1999 when professional
golfer Payne Stewart’s Learjet flew halfway across the country by itself. Its crew
and passengers were unconscious, and the
aircraft crashed when it ran out of fuel.
A similar accident occurred on a Helios
Airways 737.
For those considering pressurized
equipment, it’s important to understand
that failures can and do happen. Of
the two 414s which experienced cabin
pressurization failure, one incident was
fatal. In the other, the pilot managed to
get the aircraft on the ground despite
his hypoxic condition.
Other accidents in the 414 involve
ice. One 414 crashed on landing because the pilot could not see through
the windshield. Although the aircraft
was equipped with alcohol windshields,
electrically-heated windshields were originally required for that aircraft’s known
ice certification.
The last fatal accident I looked at occurred
in Mexico on a Part 135 flight, where
the crew flew the aircraft into the ground
(CFIT) on a dark night in the mountains.
Mechanical failures were few. A brake
failure caused one pilot to depart the
runway on landing, and a gear collapse
brought another pilot to grief.
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The landing gear on all but the last 400-series to be built were all mechanical and very reliable.
Cessna 421
I reviewed 30 accidents in Cessna 421s.
Ten of those were fatal.
One of the more unusual incidents that
resulted in fatalities was a pilot who took
off with a known oil leak on one engine,
which ultimately resulted in failure of
that engine. The flight was IMC in ice at
the time, and the pilot ended up losing
control and killing all on board.
An air taxi incident in France resulted
in eight fatalities when the pilot lost an
engine on takeoff.
One pilot, after filling the fuel tanks
with water on purpose (to look for a fuel
leak), took off and experienced double
engine failure.
Another pilot and passenger died when
the pilot aborted the takeoff roll too late
and ran off the end of the runway. His
cargo, mostly medical gas cylinders, was
unsecured and neither occupant was found
wearing a seatbelt. They died from injuries
inflicted by the loose cargo running around
in the airplane during the overrun.
One fatal was a VMC rollover from an
engine failure on takeoff. Another engine
failure on takeoff left the aircraft unable
to climb, and the pilot crashed into a
shopping mall a mile from the departure
end of the runway.
One CFIT accident occurred at night
and one piston failure lead to loss of
control in VMC. Both pilots perished in
those accidents.
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Some of these nonfatal accidents could
have occurred in any aircraft. One pilot
hit a deer on the runway. Another pilot,
while exiting the pilot’s seat to close the
door, hit the throttles with his foot and
the aircraft ran into a hangar (the engines
were running at the time).
An incident had two pilots flying a Part
135 trip. Although only one pilot was required by regulation, the client requested
two pilots. Both were involved with the
preflight inspection of the aircraft. On
takeoff, the nose baggage door popped
open and the flying pilot elected to abort,
damaging the aircraft. A lack of crew resource management training was cited as
a primary cause, as might be expected in
a typically single-pilot environment.
Other mechanical failures included total
electrical failure at night; a trim tab failure;
an improperly installed starter motor that
led to engine failure; and water in the hydraulic system which led to brake failure.
One pilot stalled the aircraft on approach to final while heavily iced with
inoperative de-ice boots. Unknown to the
pilot, the boots were badly holed.
There were few purely pilot error incidents, the most egregious being a pilot
who flew the airplane completely out of
fuel and crashed while trying to stretch
his final approach. This occurred while in
IMC and the plane departed into a spin.
All aboard perished.
A pilot lined up with the runway

edge lights instead of the centerline on
a snow-covered runway, wiping out the
landing gear on one side. Another pilot
on a training flight tried to depart in deep
snow and slush and aborted too late, running off the runway.
My observations on Cessna twin safety
My personal experience with the Cessna twins leaves me wondering why there
were not more fuel mismanagement accidents. Those sexy tiptanks you see on the
300- and 400-series Cessnas are actually
the main tanks. The inboard tanks are the
auxiliary tanks.
The awkwardly-designed fuel system
requires you to run the tips down to
about half before switching to the auxiliary tanks. This is because the auxiliary
fuel goes to the engine, which uses what
it needs and send the rest back to the
tiptanks. If you don’t make room in the
tiptanks for the returning fuel, it will simply vent overboard.
To make the fuel system even more
complicated, most of the 300- and
400-series aircraft can have one or two
wing locker tanks. The system utilizes a
pump to transfer the fuel directly to the
tiptank. Again, you must make room in
the tiptank.
The problem is that the system uses a
warning light that only comes on when
the locker tank is empty. You have no
way of knowing if the fuel is actually

transferring other than by watching the
fuel gauges. If your aircraft is equipped
with only one locker tank, then you must
cross-feed fuel to avoid a fuel imbalance.
It all sounds quite complicated, but once
you learn how it’s no big deal.
The landing gear on all but the last
400-series to be built were all mechanical
and very reliable. I never had a gear issue
with any of my twin Cessnas.
Nor did I have many pressurization
issues. My 414s and my 421 all made
maximum differential pressure. I did
have a cabin pressure controller failure,
but the cabin pressurized; I just could
not control it.
Yes, I have flown my twin Cessnas at
night in IFR conditions. Occasionally I
would pick up some ice, including two
years in a row on the way home from Oshkosh, over Gary, Indiana, at 21,000 feet.
So, I can easily understand how pilots can
get into trouble if they are not proficient
as well as current.
I did have a trim tab actuator bolt fail
on a 414. That occurred while departing
full of fuel, when I was 400 feet above the
ground. The trim tab jammed in the fulldown elevator position. That made for
an extremely interesting circuit around
the pattern. We replaced the bolt and all

was well again. I could only find four
reported cases of that happening on a
400-series Cessna.
What’s the key to safety?
The secret to safe operations in the
Cessna twins (and all piston twins for
that matter) is to never fly them at gross
weight on a hot day. If you look at the
accelerate-go chart1 for a 414, on a 90
F day at gross weight, even at sea level,
you are looking at more than 14,000

When you do find [an
instructor] you like, hang
onto him or her as if your life
depended on it—because in
a sense, it just might.
feet just to clear the imaginary 50-foot
obstruction. That’s nearly 3 miles! But
if you reduce the takeoff weight by just
250 pounds, the distance is reduced to
around 8,000 feet. That is a significant
difference.
Most insurance companies will require
you to get type-specific training for your
twin Cessna. The good news is that this

type of training is available for most piston
twins. There are several schools such as
CFA member and supporter Aerial Sim
Training El Monte, California; SIMCOM
in Orlando, Florida; FlightSafety International and CAE (Simuflight) that offer
programs for piston twins. While this
training isn’t cheap, it clearly improves
your chances of successfully surviving a
compound failure situation which could
lead to a fatal accident.
That being said, I have never seen a
simulator that will adequately represent
the performance of a piston twin. Nothing is a complete substitute for time in
the aircraft. Go out and find a qualified
instructor. If you are unhappy with your
first choice, find another. When you do
find one you like, hang onto him or her
as if your life depended on it—because
in a sense, it just might. Confess your
weaknesses to them. You know you better than anyone.
Then let the instructor take you
through situations which will build your
experience and confidence in handling the
things that make you uncomfortable. Not
comfortable at night? Have them take
you flying at night. Not happy in ice? Go
with the instructor into a known ice situation (assuming the aircraft is certified,

“... Either write things worth reading,
or do things worth the writing.”
—Ben Franklin

As pilots and plane owners, our members are
doing things “worth the writing” every day.
We welcome our members’ stories in the pages
of Cessna Flyer magazine.

To ﬁnd out more,
email editor@cessnaﬂyer.org
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and it is all working, of course).
Set yourself up on a regular program.
Several hours every 90 days, every six
months, whatever it takes. I’m a CFII/
MEI/ATP and I fly 500-plus hours a year,
much of it IFR. Yet I still take an IPC
every six months, even though I have
exceeded the minimum requirement for
currency by a long shot.
The point is that it takes a larger
commitment to training and currency
in a twin then in a single. If you wish to
operate safely, you need to be realistic
about your ability to meet that commitment. Don’t kid yourself. The statistics
don’t lie!
If you ask me if all the effort and
expense is worth it, I am going to say
yes. To obtain the kind of performance
and capability you get from the 300and 400-series Cessna twins from any
single-engine aircraft is unlikely. At
night? In the weather? With my family
on board? I can’t put a price on that
peace of mind.
I just completed a purchase for a client
of a Cessna 310 with the Colemill Bearcat conversion which uses 300 hp Continental IO-550As. Loaded with a glass
panel full of radios, radar and a modern
autopilot, this baby cruises at just over

200 knots at 8,000 feet. The new owner
paid $67,000 for that plane. That’s not
a typo. There is tremendous value in the
Cessna twins if you are willing to do the
extra work to fly them.
If you’re interested in the financial
specifics of twin ownership, I have kept
copious notes and spreadsheets on the
operational costs for all the planes
mentioned in this article. I can be very
specific if you’re looking to have the
conversation, and I’d be happy to help.
You can always reach me through the
Cessna Flyer Association.

Resources
SIMULATOR TRAINING FACILITIES
Aerial Sim Training – CFA supporter
aerialsimtraining.com
CAE
cae.com/civil-aviation
FlightSafety International Inc.
flightsafety.com
SIMCOM Aviation Training
simulator.com

Sources: Nall Report prepared by the AOPA Aviation
Safety Foundation; NTSB aviation accident database.

Michael Leighton is a 11,000-hour, threetime Master Flight Instructor, CFII, MEI,
ATP, as well as an A&P. He operates a
flight school in Fort Pierce, Florida, and
Spartanburg, South Carolina. You can
find him on the web at flymkleighton.net.
Send questions or comments to editor@
cessnaflyer.org.
Accelerate-go distance: the total distance
it will take you to start your takeoff roll, lose an
engine, continue the takeoff, and reach 35 feet
at V2. V2 is your takeoff safety speed—the speed
you’ll initially climb at after an engine failure.
1

FURTHER READING
26th Joseph T. Nall Report
2015-2016 GA Accident Scorecard
https://www.aopa.org/training-andsafety/air-safety-institute/accident-analysis/joseph-t-nall-report
Aviation Accident
Database & Synopses
https://www.ntsb.gov/_layouts/ntsb.
aviation/index.aspx

Sell or Buy

on Cessna Flyer Forums
Updating your panel? Cleaning out your hangar?
Your old avionics, headsets or parts may be
just the thing your fellow members are looking for!
Post your items for sale or items wanted on CessnaFlyer.org/forums
and everyone benefits.

Members only. No commercial posts or advertising.
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The Making of
N182AP: Part Three
After spending over a year in various shops,
Michael P. McRobert’s Cessna 182 XP takes to
the skies. The 300 hp Air Plains conversion came
in on-budget and on-time, but does the IO-550powered 182 deliver on performance promises?
By Michael P. McRobert
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Mike McRobert grew up around his
father’s airplane in Kansas City and followed him into the cockpit as a dedicated
flyer. Then life came along, and is so often
the case, he left the cockpit for a number
of years. When the opportunity again
presented itself, he jumped back in with
both feet. He had specific desires for his
new airplane and, not finding it in any
one option, set out on a path few others
attempt at one time. The project, which
he calls The Making of N182AP, ended
up as a tip-to-tail remanufacture with Air
Plains Services in Wellington, Kansas, as
the prime contractor. Here is part three of
the story.

THE

making of N182AP was
a 13-month ordeal; but
all in all, it was worth it.
Coordinating all of the contractors’ work
and associated ferry trips took time. At
every step, each of the providers had their
own expected and unexpected delays. I
finally took official delivery of N182AP
with only 13 hours on the engine Friday,
Sept. 15, 2017. It was a proud day.
Performance
Prior to taking delivery, Air Plains told
me that N182AP was a fast airframe.
I was thrilled to see photos showing as
much as 163 ktas on the Garmin G500
flight data computer; albeit at 18-plus gph.
After flying N182AP myself for a while,
I’ve found that though the top-end speed is
nice, climb is where the IO-550-powered
Cessna 182 really shines. If you want to
climb at 70 kias in N182AP, you will see
an initial climb rate of 1,800 fpm.
I prefer to keep things cool and I don’t
like the angle of attack in the 182 at 70
knots, so I target 100 kias on climb. I see
approximately 1,100 fpm initially, which
tails to around 800 fpm by 8,000 feet msl.
One performance figure that is often
overlooked is service ceiling. A stock,
normally-aspirated Cessna 182 Skylane
with a 230 hp Continental O-470 engine
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has a stated service ceiling of 16,000 feet
msl. Air Plains’ IO-550-powered Cessna
182 XP has a stated service ceiling of
24,000 feet.
My personal experience was that
12,000 to 14,000 feet—around 75 percent of the service ceiling—was all I ever
wanted in my previous stock Cessna 182.
Thereafter, the aircraft just seemed to be
too mushy for my liking.
Taking that same 75 percent factor
and applying it to the XP’s 24,000-foot
service ceiling, the math says 18,000
feet. The ability to comfortably cruise at
higher altitudes is a nice added benefit. I
have purchased a Mountain High portable oxygen system with headset-mounted
cannulas. If I fly out west, the mountains
often mandate higher flying altitudes.
As I mentioned in last month’s article,
I had carburetor icing issues with my
former Cessna 182R. These issues were
easily corrected using carburetor heat,
but nonetheless, it was a nuisance. With
the Continental IO-550 Cessna 182 Air
Plains XP conversion, carburetor ice is
now a non-consideration.
Engine operation
I attended an Advanced Pilot Seminar
(APS) in Ada, Oklahoma, in October
CES S NA F LYE R

( 54 ) J U LY

2018

A full refurbishment wouldn’t be complete without
the installation of a modern avionics suite.

AIRMARK OVERHAUL, INC.

“When Quality Counts”

Approved Overhaul, Repair
and Exchange Facility for:
• ENGINES – Continental and Lycoming Engines
• ACCESSORIES – Magnetos, Starters, Alternators, Turbos,
Controllers, Wastegates, Relief Valves and Fuel Components
• CYLINDERS – Continental and Lycoming Cylinders
• HYDRAULICS – Britten Norman Islander Landing Gears
• PARTS – Thousands of New and Serviceable Parts in Stock

FAA Approved Repair Station JL4R288M • EASA 145.4115

500 Hour Magneto InspectIon & certIfIcatIon
servIce wItH easa approval Starting at $390

6001 N.W. 29th Avenue
Fort Lauderdale, FL 33309
Tel: 954-970-3200
Fax: 954-970-3400
Toll Free: 1-800-282-3202

www.airmarkoverhaul.com

Email: airmarkoh@aol.com
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N182AP in its new home at Kansas City Downtown Airport (KMKC).

The majority of N182AP’s interior and panel are brand-new.
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2017 to learn more about engine management and lean of peak (LOP) operations.
That weekend’s APS class was the most
enlightening and beneficial two-and-ahalf days of my flying career.
I cruise N182AP wide-open throttle at
2,500 rpm and LOP. My fuel burn is less
than 14.5 gph, netting me a true airspeed
of around 152 ktas.
I flight plan 25 gallons for the first
hour and 15 gph thereafter. This gives me
plenty of margin of error.
Even with these conservative figures, I
can count on five hours of endurance and
45 minutes of reserve. I’ll call it around
850 nm of IFR range. Granted, I’m not
going to make many five-hour legs, but
having that extra endurance someday on
my way to Alaska will leave a lot of options open for any needed diversions.

• Interior Panels and Glare Shields
for Cessna 170, 175, 180, 185, 172
and early 182, U & TU 206, 207*
• Nosebowls for Cessna 180, 185,
210 and early 182
• All Products FAA Approved
Repair Station No. LOGR640X

Specializing in Fiberglass Aircraft Parts
E-mail: selkirkav@selkirk-aviation.com
www.selkirk-aviation.com

(208) 664-9589
Composite Cowls Available for
All C180, All C185 and 1956-1961 C182

• Extended Baggage Kits for
Cessna 170 B, 172, 175, 180, 185,
206/207 and 1956-1980 182
• Vinyl and Wool Headliners
• Piper PA-18 Cub Cowling on field
approval basis for certified aircraft
*207 interiors on Field Approval basis.

Ownership benefits
N182AP is kept at Kansas City Downtown Airport (KMKC). I was fortunate
that an enclosed T-hangar was available
in fall 2016 after I purchased N7476S.
My friend Monte McDowell told me I
was crazy to lease a hangar that early, but
I nonetheless made lease payments on the
hangar almost nine months in advance of
N182AP’s completion and its first arrival
into KMKC. Leasing the hangar turned
out to be a fortuitous move, as there were
no hangars available at KMKC when the
plane was ready.
I had averaged about 70 hours of renting aircraft at KMKC from ATD Flight
Systems in each of the three years prior
to N182AP’s completion. Around 50
of those hours per year were businessrelated trips in a Piper Arrow to cities like
Little Rock, Arkansas; Shreveport, Louisiana; and Jackson, Mississippi, where my
company owns apartment communities.
Commercial carriers didn’t suit these
trips. To go to Little Rock from Kansas
City is about six hours of travel time
by the time you fly to Dallas to change
planes, head back north to Little Rock
and spend time at both airports. I consider my use of General Aviation to be both
economical and time-saving.
I plan to use N182AP much the same
way as I did the rented Arrow. However,
now I have no limits. I can go more often,
or on shorter trips. I don’t have to worry
about the minimum hours per day required by a rental aircraft.
My Air Plains experience
My choice of Air Plains turned out to
be a good one. Air Plains communicated
with me throughout the whole process.
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The completed aircraft was featured at Air Plains’ booth at the Norman, Oklahoma, AOPA Fly-in.

Leather seats with ample foam make for comfortable cross-country flights.
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In the course of my purchase decision,
I probably wore out Carolyn Kelley (who
owns Air Plains along with her husband
Mike) with questions. I bet Carolyn was
more than happy to hand me off to Eric
Papon, Air Plains’ technical guru, once
the project got going.
Eric is a pilot, and Eric’s father owns a
Cessna 182. Eric is an incredible resource
for both Air Plains and its customers. He

Air Plains
communicated with
me throughout the
whole process.
and I would trade emails and texts several times a week, often with pictures.
Administratively, Katie Church, the
marketing and customer relations boss,
kept things in order and I never wondered about the status of N182AP.
Air Plains quoted me a package price
for the IO-550-D, Hartzell three-blade
propeller and JPI EDM 930 installed.
That cost never changed. The cost was
the cost for the package.
However, the scope of the N7476S to

N182AP makeover was ever-changing
and expanding due to additions on my
part. Every time I looked to add something, I would ask, “How much?” and
Air Plains would always give me a good
estimate—and a quick update if anything
changed, which it rarely did.
Air Plains’ cost estimates were solid
and allowed me to make good decisions.
The staff was incredibly knowledgeable
and generally always able to answer any
of my questions. And I regularly pushed
the envelope.
I was obsessed with studying aviation forums, aviation publications and
anything else I could find trying to make
sure we did not leave any stone unturned
during The Making of N182AP. I was
determined to make sure that all the little
things were being done, and Air Plains
never let me down.
On the rare occasion I had a question that
Air Plains did not have an immediate answer
for, they would research as I researched,
and we jointly came to a plan of action.
Air Plains was a great partner through
The Making of N182AP, but I’m not sure
the folks at Air Plains would say the same
thing about me. I was always asking another question, yet they never seemed to tire.

I’ve had few squawks since I picked up
N182AP in September 2017, and that is
a testament to the quality of Air Plains’
work, the Air Plains inspection process,
and their attention to detail.
Filing paperwork
There are nuances when doing aircraft
upgrades. We pilots hear that something
has a Supplemental Type Certificate for
our aircraft and we think we just have it
installed and keep going.
It’s almost that easy, but with each STC
installed on your aircraft, you also need
to file a Form 337 with the FAA. It’s not
a big deal, but it is a requirement.
A large number of STC’d items were
installed on N182AP, resulting in a corresponding number of 337s needing to
be filed. Air Plains and Katie Church do
an outstanding job keeping track of all of
those STCs and filing 337s.
When I took delivery, Air Plains had all
the STCs and copies of the 337s separately in manila folders. These manila folders
were stored in a folding file—fantastic
organization and documentation.
My first year with N182AP
I dropped off N182AP with Air Plains
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Left to Right, Top to Bottom:
JPI EDM-930 engine monitor.
A 300 hp IO-550-D hides under the cowl.
A glance at the vertical stabilizer reveals this is
no ordinary Skylane.
A new overhead panel was part of the interior work.
The Garmin GTN 750 makes short work of
navigation tasks.
The sun is out. It’s time to fly!
Mike McRobert and N182AP, ready to fly home.
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in Wellington, Kansas, for its first annual
inspection in February 2018. It had 73
hours on the new engine and less than
1,600 hours on the airframe. Recall that I
took delivery of the completed aircraft in
mid-September 2017, so February seems
quite soon.
What had happened is that Air Plains
finished its initial work in February 2017
and had signed off on N182AP’s annual.
They then sent N182AP (without its in-

Given the fairly large number
of IO-520 and IO-550
conversions that Air Plains
has done, you just don’t see
many (if any) listed for sale.
terior) to both Higginsville Avionics and
R&B Aircraft for painting.
My five months with N182AP had
me logging 60 hours, including a hunting trip to Wainwright, Alberta, Canada
in October 2017.
I plan to do better and fly more in
2018. I already have trips scheduled to
Laughlin, Nevada; Mount Rushmore;

Cessna Pilots Society’s get-together in
Brainerd, Minnesota (held June 28–July
1, 2018) and visits to AOPA’s Santa Fe
and Gulf Shores Fly-ins (to be held Sept.
14–15 and Oct. 26–27, 2018, respectively). My good friend Matt Duffield and
I are also headed back to Canada to hunt
in October 2018.
Can you skip the work and just buy one?
A large factor in my decision to do my
own 300 hp conversion was that you
see a very limited number of used legacy
aircraft for sale with IO-550 or even IO520 conversions. Recently, I took a quick
glance at Trade-A-Plane and Controller
and of all the Cessna 182s listed for sale,
I found only one 300 hp Cessna 182, and
it wasn’t one of Air Plains’ conversions.
Given the fairly large number of IO520 and IO-550 conversions that Air
Plains has done, I just don’t see many (if
any) listed for sale. To me, this speaks
volumes about the ultimate desirability of
the IO-550 Cessna 182 XP conversion.
I have noticed large aviation shops
advertising fully-refurbished used aircraft
packages. They offer an easy way to a
fully-refurbished aircraft, still well below
the cost of new.

Hard-to-find parts
aren’t hard to find here!

WENTWORTH
AIRCRAFT, INC.
CESSNA | PIPER | HOMEBUILTS
As the LARGEST Single-Engine Cessna
Used Parts Dealer IN THE WORLD,
we’ll help you find everything you need
...with only ONE call!
Huge Volume | Fresh Stock | 80,000 Sq. Ft. of
Indoor Storage | 30-Day Satisfaction Guarantee
RFQs Online, Fax or Phone
Wentworth Aircraft Inc. • 6000 Douglas Drive N. • Crystal, MN 55429

At the same time, anyone with some
patience has the chance to assemble their
own geographically-proximate refurbishment team and develop their own tip-totail renovation. It’s certainly best to do it
all at once to avoid “five-year projects.”
Stopping and starting, touching things
twice—or worst of all, never finishing a
project—are some of the risks of a poorly-planned refurbishment.
Thoughts on upgrading a legacy airframe
I still look at airplane ads from time
to time, second-guessing myself and
comparing the aircraft in the ads to
what I have done. Then I remember
that I am all-in and all-done—for
about 60 percent or so of the cost of a
new Cessna Turbo 182T and just over
one-third the cost of a new Cirrus,
albeit with arguably some functional
differences.
The used aircraft market is fairly robust
these days, with what seems like a relatively
large number of needy aircraft for sale
with 2,000 to 4,000 airframe hours.
It could be a great time to do your own
upgrade.
A quality tip-to-tail renovation can easily be done for less than what my all-in

ENGINES

LYCOMING O-235 to IO-540
CONTINENTAL O-200 to IO-520
Complete engines with accessories
and complete logs!
Also Cylinders, Mags, Accessories

AIRFRAME

Wings, Cowlings, Interiors,
Control Surfaces, Landing
Gear, Tail Surfaces, Engine
and Flight Instruments

AVIONICS

King, Narco, ARC, Collins,
Nav/Com, Transponder,
AME, DME, Autopilot
Trays and complete harness included!
All units
100% satisfaction guaranteed

763-231-8484
Fax 763-231-8482

Phone

Email

wentacpart@aol.com
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N182AP on the Air Plains ramp.
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project ran if someone did not want to
go to some of my extremes in terms of
avionics and other additions. Avionics
in particular seem to be in a renaissance
with new, incredible and affordable products coming available. Once the current
2020 ADS-B rush fades, it would be the
perfect time to talk upgrades with your
avionics shop.
N182AP was a very big project. A
project of this scale is not for the faint
of heart. I did my research, I found great
partners for the project, fostered great
communication between the partners and
today have exactly the aircraft I wanted.
The Making of N182AP turned out to
be a great experience for me. Would I do
it again? Maybe. Would I do it much differently? No.

Parts
avionics
EnginEs
ProPs
#1 for Aircraft Parts Support
Since 1984
Same-Day Worldwide
Shipping
We Price Match!
Search our Parts
for Free 24/7

DoDSon.coM

Over 5 MilliOn
in-StOck PartS!

cAll uS toDAy At 785-878-8000

Resources
UPGRADES, PARTS, MODIFICATIONS
AND SERVICES – CFA SUPPORTER
Air Plains Services Corp.
airplains.com

PORTABLE OXYGEN SYSTEMS
– CFA SUPPORTER
Mountain High Equipment and Supply Co.
mhoxygen.com

ENGINE OPERATING COURSE
Advanced Pilot Seminars
advancedpilot.com

KANSAS CITY-AREA FACILITIES
ATD Flight Systems, LLC
atdflightsystems.com
Higginsville Avionics Lab
(660) 584-3222
R&B Aircraft Painting
rbaircrafttopeka.com

AIRCRAFT CLASSIFIEDS
The Cosby-Harrison Company, LLC
trade-a-plane.com
Sandhills Publishing
controller.com
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START WITH
THE RIGHT
AIRPLANE
By Dennis Wolter
Whether you’re buying your first or fifth Cessna, these 18 practical tips
will help you on the path to getting the airplane of your dreams.

H

indsight is often 20/20, and allows
us to analyze our past decisions.
Put into the context of airplane
ownership, one hard-learned lesson
comes to mind. I think the single most
important component in a successful
aircraft renovation project is starting
with the right airplane.
Over the years, I’ve worked with airplane owners who have made all of the
right decisions in selecting the airplane of
their dreams, and others who have made
all of the wrong decisions. In this article, I outline a process that will help the
reader avoid wrong choices.
If there is one rule that will thread its
way through all these suggestions, it is
to remain practical at all times. Everyone
would love to have a P-51, but few
pilots are prepared for the cost and skill
demands of owning and flying one. I
have come up with some guidelines for
prospective buyers that I strongly suggest
you follow as you identify and purchase
the perfect airplane for your needs.
#1 – Join a type club or association.
In recent years, product support for
light aircraft has become a shadow of its
former self. Parts supply and technical
information have in many ways shifted
away from manufacturers to owners’
groups, type clubs and secondary parts
sources. These groups and businesses
have become the go-to resources for
knowledge about supporting the aging
fleet of light airplanes. Having access to
knowledgeable and dedicated folks who
can help you select, maintain and safely
fly your airplane of choice is absolutely
essential. Cessna Flyer Association is a
great example of a club which can help
owners with tech support, parts locating
and more.
#2 – Is this my forever plane? Putting
an older airplane through a high-quality,
complete renovation with desirable
upgrades means that, when completed,
the money invested will exceed what the
airplane would likely bring on the open
market. So, forget about that fix-and-flip
deal. If your current situation doesn’t
support having your dream plane, buy
a good, solid, usable step-up machine,
maintain it wisely and upgrade it as necessary. Good mid-1970s and 1980s 182s
seem to be holding their value today.
Then, when the time is right, move up to
your dream plane. There’s a good chance
that your intermediate plane may have
been a good investment.
#3 – Buy mainstream. Airplanes that
have a long production history and high
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Getting a thorough,
independent prepurchase inspection is
an absolute must.

production numbers have enjoyed that
success because they are well designed,
well built, good mannered, durable, perform well and are well-supported. All of
these qualities help to ensure that parts
supply, technical support and training
will be available long into the future.
#4 – KISS: Keep it simple, stupid. Ever
heard that before? If you truly need the
higher useful load, speed and range of
a complex airplane, then that’s what
you should seek. Just make sure you are
being honest with yourself about the
operating costs of retractable gear, powerful engines with controllable propellers
and turbos. The cost of maintaining all
these additional points of maintenance
can really add up. Spend your money on
the things you truly need.
#5 – Buy for the mission. Be realistic
about how you plan to use the airplane.
If the vast majority of your flights are
pleasure trips of less than 400 miles with
two on board, a 110-knot airplane with
4-plus hours of range is the most practical. The actual airport-to-airport time
difference on a 150 nm trip between a
150-knot Cessna 210 and a 110-knot
Cessna 172 is often less than 15 minutes.
The realistic all-in costs of operating a
210 versus a 172 is nearly double. But
if long trips and the time constraints of
using the airplane in a business environCES S NA F LYE R
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ment are a priority, then speed and range
should drive your decision.
#6 – Think it through before buying a
bigger airplane. During the past 45 years
of renovating airplanes for folks, something I’ve observed more than once is the
family that upgrades from a four-place
to a six-place machine, only to realize
that after renovating the new airplane,
the need for that capability vanishes after
a few years when the kids go off to col-

If your current situation
doesn’t support having
your dream plane, buy
a good, solid, usable
step-up machine…
lege or get married. The four-place they
initially owned was actually the perfect
fit for mom and dad for the next 20-plus
years. One solution to this problem is
to ship heavy or bulky items like skis,
camping gear and offseason clothing to a
destination FBO or hotel and carry only
necessary clothing and travel items in the
airplane. The need for high load-carrying
capability is often temporary or infrequent. The expensive process of buying
and renovating a larger airplane may not
be the best long-term solution.

#7 – Is there growth potential? Some
airframes have significant growth capacity through the installation of approved
modifications. My personal Cessna 172
began life as a stock 150 hp, 110-knot
cruise, four-hour airplane with a useful
load of 820 pounds. By adding a 180 hp
engine, two 12-gallon internal tiptanks
and several avionics upgrades, I now
have a true 120-knot airplane with great
climb performance and 1,036 pounds of
useful load. Thanks to the 180 hp engine
and Flint Aero tanks, I have six to eight
hours of cruise depending on how fast
I want to go. By starting with an easilyupgraded airplane, a younger pilot can
buy a “forever airplane” and upgrade it
as need and dollars allow. These options
apply to twins as well. There is a very
long list of engine, fuel system and
aerodynamic upgrades for Cessna twins,
some of which can make a turboprop
driver look twice.
#8 – Keep an open mind. One of the
strongest debates I have heard over the
years is the old high-wing versus lowwing argument. I started my training in
1960 in a Cessna 120, soloed in a Piper
Colt, took my private test in an Ercoupe,
and have flown every single-engine airplane type that has come through Air
Mod over the past 45 years. I owned half
of a Taylorcraft for about eight years

and have had my 1973 Cessna 172 since
1978. I have yet to meet an airplane I
don’t like. I do appreciate the better visibility that a low wing offers, but I enjoy
the loading convenience and cooler summer cabin of a high-wing airplane. When
I was young, I worked for a sheet metal
shop recovering and repairing wrecked
airplanes. I certainly saw a potential safety advantage to owning a high-wing airplane; more cabin structure is required to
support the load of having wings on top
and wheels on the bottom. That said, the
fact that low-wing Pipers have a wider
landing gear and a much lower vertical
center of gravity results in fewer rollover
accidents. Both designs have comparable
and good safety records, so give each a
fair evaluation. If your mission takes you
out into the bush or on floats, a high
wing is the obvious choice.
#9 – Ask a long-term owner.
Advertisements, magazines and brochures all have their place along the
decision path for an informed buyer. The
real treasure trove of relevant information, however, is picking the brain of an
experienced owner of an airplane that
appears to be a good fit for you. A type

club can help by connecting a prospective
buyer with someone in the know who
has accumulated a wealth of owner-operator, real-life experience. They are usually
happy to share their knowledge with a
fellow pilot. The offer of lunch and some
Avgas can often result in a pleasant flight
experience and a new friend.
#10 – Fly before you buy. Before committing to a specific aircraft, check to
see if there is an FBO that will rent you
one for a “test drive.” Plan to use it for
a typical trip you might fly in the future.
If you’ve been renting a 150 hp 172 and
feel that you need a more capable airplane, rent a 180 hp 172. The additional
horsepower makes a pronounced difference in useful load, climb and roughly
8 knots in cruise. You might realize that
the 230 hp of a 182 is really more than
you need 90 percent of the time.
#11 – Be proactive. Let folks know
that you’re looking. Due to the demand
for good used airplanes, a high percentage of the good ones change hands without ever being offered for sale publicly.
Local maintenance shops, flight schools
and FBOs are good places to broadcast
your desire to buy a specific type of plane.

#12 – Check FAA records. In the process of deciding on a specific airplane,
consult a local mechanic or FAA office
and get a list of Airworthiness Directives
that are required for the subject airplane.
Some airplanes and engines have very few
ADs. Others will surprise you. Less is more
here; fewer ADs probably equates to a better airframe and component design.
#13 – Check with an insurance
underwriter. Are you insurable in what
you want to buy? What are the costs
involved? What is the safety record with
your airplane choice (taildragger, tricycle gear, etc.)? What sort of checkout or
number of hours of dual instruction will
your insurance company require?
#14 – Aim high. Try to buy an aircraft
with many of the features you desire
already installed. Big-dollar items such
as engine upgrades, avionics and autopilots do not increase the resale value
of the airplane nearly as much as they
cost to install.
#15 – Watch out for bad buys. Avoid
airplanes with heavy hail damage or that
have been poorly repaired with sketchy
damage history and logbooks. Airplanes
with properly documented damage that
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Pay a mechanic who is familiar with the make and model to look over the logbooks and other aircraft documentation.

www.jerrytemple.net
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25 years ago. 500+ aircraft sales later,
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have been well-repaired can be a safe and
good buy. Finally, avoid airframes with
substantial corrosion. Be careful when
considering an airplane that has lived
near saltwater, or in the high-humidity
Southeastern United States, or was stored
outdoors in heavily air-polluted industrialized areas.
#16 – Get a thorough and independent
pre-purchase inspection. Buying an airplane without a pre-purchase inspection
is the same as buying a used car sight
unseen. (In an upcoming issue, Dennis
Wolter will cover the details to look for
in a Cessna pre-buy, with a focus on corrosion and damage history. —Ed.)
#17 – Investigate the logbooks. We
are fortunate today to have the ability to scan and email logbooks and
paperwork in advance of a potential
purchase. Take the information to a
mechanic who is familiar with that
make and model of aircraft and pay
that person for a few hours of their
time. Their work will help you decide
if further inspection and consideration
is warranted. It’s also not a bad idea to
pay a friend or a trusted mechanic in
the area where the candidate airplane
is located to perform a cursory onehour inspection. If both the log check
and the initial inspection have good
outcomes, it’s time to move on to a full
pre-purchase inspection.
#18 – Get a title search. Be sure to conduct a title search through the FAA information center in Oklahoma City. I failed to
do this during my first airplane purchase in
1970, only to discover an unresolved lien
that had to be cleared up in 1973 when
I was selling the airplane to help cover
startup expenses for Air Mod.

Hartzell Propeller’s Top Prop
Program now offers the longest
propeller warranty available
in general aviation through
1st overhaul.

The Hartzell Propeller
Top Prop Conversion Program

TOP
PROP
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It’s probably safe to say that many of
my customers have owned or will own
their forever airplanes longer than their
homes. Following good advice at the
outset will help make living with your
dream plane all that it should be. Until
next month, fly safe!

Industrial designer and aviation enthusiast Dennis Wolter is well-known for
giving countless seminars and contributing his expertise about all phases of
aircraft renovation in various publications. Wolter founded Air Mod in 1973
in order to offer private aircraft owners
the same professional, high-quality work
then only offered to corporate jet operators. Send questions or comments to editor@cessnaflyer.org.
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Cessna 175: STCs and Ownership

Thanks to a large number of STCs,
Cessna 175s now take on many forms.
Those that retain the original GO-300
engine are some of the most affordable
four-seaters on the market, while
highly-modified 175s make excellent
light-duty bushplanes.
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last month’s Cessna Flyer, I
wrote about the history of the
Cessna 175 and the troubles
that plagued its Continental GO-300
powerplant. (See the June issue of Cessna
Flyer for “Big-airplane Features for a
Small-airplane Price: The Cessna 175.”
—Ed.) This month, I’ll cover more on
what 175 owners have done (and can do)
to make the aircraft suit their mission.
Of the 2,118 Cessna 175s that left
the Wichita factory, 954 remain on the
FAA’s U.S. registry, and today’s still-flying
175s can be roughly divided into two
categories based on the disposition of the
aircraft’s original engine. Since the engine
was the largest issue with the model, the
most common STC applied to 175 airframes is an engine conversion.
Based on research of aircraft-for-sale
websites and a survey of my local airfields, approximately half of the 175s
have been converted to use another engine. Quick math means it’s reasonable to

By Scott Kinney

presume around 500 U.S.-based aircraft
retain the original GO-300. Let’s look at
the GO-300 planes first.
Care and feeding of an orphaned engine
For owners of GO-300-powered 175s,
the engine is the ownership issue.
The GO-300 was produced specifically for the Cessna 175. When 175 production stopped, so did Continental’s
GO-300 assembly line. As the remaining
number of flying GO-300s is so low, few
shops have the knowledge or desire to
work on the engines.
Cessna Flyer Association supporter
Airmark Overhaul Inc. in Florida has the
ability to overhaul GO-300s. Triad in
North Carolina has also overhauled GO300s in the recent past. Other 175 owners have opted to perform field overhauls;
the Skylark Association forums contain
several stories of year-long overhauls and
extensive parts searches—especially if the
propeller gearbox requires work.

I spoke to several owners and mechanics with experience with the GO-300.
Most had very positive things to say
about the engine in operation; specifically
that it was whisper-quiet due to the huge
prop, and like other Continental sixcylinders, extremely smooth.
Maintenance-wise, two mechanics
mentioned that the engine was still prone
to cylinder issues, especially sticky valves.
Two also noted the importance of ensuring replacement cylinder assemblies were
approved for use on the GO-300 (and not
just for the O-300).
Everyone I spoke to knew about the
GO-300’s challenged history and Cessna’s
recommendations on the operation of the
engine. Though I talked with one 175 owner that said he ran his GO-300 at around
2,700 rpm in “economy cruise,” most
recommended cruising with a minimum of
2,900 rpm, burning around 10 gph.
A few GO-300 owners reported concern with upcoming overhaul availability,
even going as far as saying, “I’ll sell the
airframe when that time comes; I don’t
want to deal with that.”
Owners with GO-300-equipped 175s
approaching overhaul do indeed face
a difficult choice: spend a substantial
amount of time and money to overhaul
an orphaned engine, scour the used market for a lower-time GO-300, or consider
an expensive upgrade.
This conundrum is reflected in the resale
value of GO-300-powered 175s. A recent
look at aircraft classified websites show
GO-300 Cessna 175s listed for sale from
$12,000 to $38,000. The former was
a substantial project well out of annual,
best suited for a conversion or parting out.
The latter was a nicely-appointed, IFRequipped airplane with good paint and
interior, 2,700 TTAF and 700 TSMOH.
Many, if not most, of the GO300-powered 175s listed for sale have
low airframe times, typically in the 1,500to 3,500-hour TTAF range. Potential
buyers should be concerned with not only
the TTAF and TSMOH, but the calendar
time since major overhaul.
Lycoming O-360 conversions
As the 175 fleet ages and the GO-300
engines come due for overhaul, many
have been or will be converted to other
powerplants.
A substantial number of 175s have
been upgraded with direct-drive 180 hp
Lycoming O-360 engines. The most common of these are the Del-Air and Avcon
STCs. (The owners of the Avcon STC—
the Williams family of Udall, Kansas—

also owns and supports the rare Bush/
Doyn/MASA STC.)
It’s important to note here that none
of these O-360 STCs appear to be currently available for purchase. I say
“appear to be” because I had no luck
trying to reach either Del-Air or Avcon/Williams. Neither company has a
website and many internet threads are
devoted to the difficulty of reaching
the STC holders. Indications are that
Del-Air, at least, is still providing support for the conversions.
Aircraft converted with these O-360
STCs comprise approximately 40 percent
of the 175 resale market. These conversions became available in the early 1970s
and have a large install base.
The O-360 engine offers a TBO
of 2,000 hours (versus the GO-300’s
1,200-hour TBO), a great reputation for
reliability, and broad parts and service
support. The O-360 conversions for the
175 were bring-your-own engine: the
companies provide required STC parts,
drawings, instructions and paperwork.

For owners of GO-300powered 175s, the engine
is the ownership issue.
The Avcon STC uses an O-360-A1A
with a constant-speed Hartzell propeller. The Del-Air STC has both a fixedpitch and constant-speed propeller
option. Del-Air’s conversion uses an
O-360-A1A or -A1D combined with
a Hartzell constant-speed or an O360-A4M and either McCauley or
Sensenich fixed-pitch propellers.
The O-360 is lighter than the GO-300,
so even with a constant-speed propeller,
the empty weight of the aircraft does not
go up. An added benefit of the Del-Air
conversion is an increase to 2,500 pounds
MTOW that brings useful load to over
1,000 pounds.
I’ve had the opportunity to fly 175s
with Avcon and constant-speed Del-Air
conversions. If you’ve got time in 172s
(especially the early straight-tails), a
converted 175 will feel very familiar.
You’ll need a little more right rudder
than you’re used to, as the 175’s airframe
is light—around 1,500 pounds—and
the constant-speed Hartzell efficiently
converts the engine’s 180 hp into thrust.
Short takeoffs and 1,000 fpm climbouts
are the norm.
Those that I’ve flown have been com-

fortable (if not overly quick) in cruise.
Flight plan for around 110 ktas.
The conversions add just a few steps
to standard operating procedures. You’ll
need to account for the prop control and
fuel boost pump switch. The Avcon conversion with Hartzell propeller placards
the aircraft against continuous operation between 2,000 and 2,250 rpm. The
Bush conversion is placarded against
prolonged descents with high rpm and
low manifold pressure. Pilots will need
to plan descents accordingly.
On the resale front, O-360 converted
175s are significantly more expensive
than their GO-300 counterparts. Current listings range from a low of $28,000
for a high-time engine and airframe, to
$129,000 for a recent spinner-to-tail
refurbishment. Average prices are in the
$40,000 to $60,000 range.
Souped-up 175s: Stoots Aviation’s
IO-360 and IO-390 conversions
Alaska-based Stoots Aviation has a reputation for producing high-quality, performance-oriented STCs. Stoots’ STCs for
the 175 may have originated with Alaska
bush flying in mind, but the engine STCs
are a great option for any GO-300 owners looking to keep their airplanes flying
with a modern powerplant.
Stoots offers Lycoming IO-360 conversions ranging from 180 to 200 hp, and
also has a newly-secured STC’d IO-390
conversion which puts out 210 hp. When
installed in a tailwheel-equipped 175
airframe, Stoots claims cruise of 130 ktas
(150 mph) from the IO-360 and 137 ktas
(158 mph) with the IO-390.
Understandably, this performance upgrade requires a substantial investment.
The Stoots conversion requires the purchase of the STC, a new or freshly-overhauled IO-series Lycoming engine, and a
Hartzell constant-speed propeller.
Other engine STCs
Though rare, occasionally a Franklinpowered Cessna 175 will show up on the
market or the tarmac. This STC, owned
by Franklin Aircraft Engines, Inc., allows
for the installation of a six-cylinder 220
hp Franklin, along with a new engine
mount and a number of other parts specific to the engine.
Performance claims are impressive: 156
mph tas (135 ktas) maximum cruise
at 7,000 feet msl and a sea-level rate
of climb of 1,400 fpm at gross weight.
A Skylark Association forum member
wrote of his Franklin-powered aircraft,
“Performance wise... well, you have to
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What lies beneath determines
the value of a Cessna 175. This
aircraft has its original Continental
GO-300 and the massive 84-inch
McCauley propeller.

Droop tips like those shown
here, STOL kits and aileron
and flap gap seals are popular
upgrades for 175s.

An O-360 conversion, Bolen tailwheel and Horton STOL kit make Bret’s 175 a blast to fly!
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experience it to appreciate it! All smiles
plicitly prohibits it: “The C-170, C-175 and
over here!”
Stinson 108 are approved only with the
Those with a need for even more speed
original engines, NOT with the O-360.”
(or at least climb performance) can inThough the Cessna 175 was not provestigate the Continental O-470 STC,
duced in large numbers, its extensive
now held by Mark Wiebe. The utility of
parts commonality with the Cessna 172
this STC is the subject of much debate
means that nearly all popular upgrades
on the Cessna 175 and backcountry flyavailable for the 172 are also available
ing forums. The O-470 engine is heavy; a
for the 175. Want extended-range tanks?
tail counterweight is required by the STC
Beefier nosegear fork? Bushwheels?
and thus the useful load is substantially
Droop tips? Gap seals? Garmin glass in
decreased. Additionally, the O-470 conthe panel? There’s an STC (or more than
sumes a lot of fuel, decreasing range. Yet
one) for each of these. The FAA STC dathere’s no question that a 230 hp engine
tabase lists over 200 STCs which can be
in a 1,600-pound airframe will perform;
applied to Cessna 175s.
in the words of a backcountry-savvy
owner, “I’d take one most anyplace, due
What owners say
to the takeoff and climb.”
For those who are interested in learnGeneral Aviation
ing more about the
Concepts holds a
175 and 175 ownIf you’ve got time in
STC for a Lycoming
ership, I strongly
O-320 or O-360 enrecommend three
172s (especially the
gine and fixed-pitch
resources. The first
prop; the STC is unis, naturally, Cessna
early straight-tails), a
dergoing amendment,
Flyer Association,
converted 175 will feel which assists 175
according to the STC
owner. A Continental
owners with tech
very familiar.
IO-360 STC for the
support, parts locat175 is held by Centuing and more. I also
rion Enterprises of Elbert, Colorado. Neirecommend the Skylark Association fother of these STCs is currently active.
rums and the Cessna 175 Skylark Pilots
group on Facebook. I subscribed to the
Tailwheel and other
Skylark Association forum a few years
performance conversions
back when I was considering purchasing
Stoots Aviation holds the only active
an O-360-converted 175 for light-duty
STC for converting the 175 to a taildragoff-airport excursions around the Pacific
ger. The conversion uses a mix of new
Northwest. It’s a great resource.
and refurbished parts; the gearbox comes
Combing forums provides excellent
from P. Ponk and the gear legs from a
background information, but there’s no
Cessna 180. When coupled with a prosubstitute for talking with owners in perpulsion upgrade and large main tires, the
son. I had the privilege to speak to several
Stoots tailwheels offer Cessna 175 own175 owners over the course of the past
ers excellent access to the backcountry.
few months. These conversations reinIn the past, the Ralph Bolen tailwheel
forced my impressions that 175 owners
conversion was popular; it was purchased are indeed a tight-knit group—perhaps
by Avcon/Williams and discontinued in
due to the scarcity and unique nature of
the late 1990s. Some of the kits issued
their birds. Whether online or in-person,
under STC SA383GL were subject to a
it’s quite apparent that 175 owners have
FAA Unapproved Parts Notification aca passion for the model and believe
tion in 2012. (For more information, see
strongly that Cessna delivered on the
the link in Resources at the end of this
promise of “big-airplane features for a
article. —Ed.)
small-airplane price.”
STOL kits are a popular add-on. Both
Horton and CFA supporter Stene Aviation (Sportsman) currently offer kits for
Bret: longtime flyer, longtime 175 owner
the 175.
1959 Cessna 175, Lycoming O-360
The GO-300 can use Mogas and is
(Del-Air); Ralph Bolen tailwheel;
covered by both the EAA and Peterson
Horton STOL
Mogas STCs.
Bret Kizer started flying at “age 8 or
However, neither Mogas STC is ap10; when I was old enough to see over
proved for the O-360 conversion. The
the panel.” Bret is a commercial pilot
O-360 is not on the EAA list of approved
with several thousand hours, including
engines, while the Peterson STC website ex- time in the Citation CE-500 series. His
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Michelle and Chris’
175 retains many of
its original charms,
including the
GO-300 engine.

1959 Cessna 175 is based at Albany, Oregon (S12), and he uses it often to fly to
his family’s nearby grass strip.
He calls his 175 Emma and jokes that
Emma is “the other woman in my life.”
They’ve been together for 25-plus years.
He’d previously owned a Cessna 170B,
and purchased his 175 in 1992.
The 175 was converted to a tailwheel in 1996 with the now-defunct
Ralph Bolen tailwheel STC. Bret had
8.50-6 main tires on the aircraft in the
past, but currently runs 8.00-6s. He
remarked that the 8.00-6 tires are “a
better setup for pavement.”
In 1997, Emma’s original GO-300
began making metal. Instead of overhauling the GO-300, Bret decided to upgrade
with the Del-Air Lycoming O-360 conversion. He’d previously flown a friend’s
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aircraft with an Avcon 180 hp conversion and liked the performance from
this combination.
Bret lauded the Del-Air conversion for
its simplicity, as well as its fit and finish.
He installed the conversion with the help
of his father, an A&P. “It was the single
easiest conversion or STC I’ve ever done
in aviation; first-class all around, everything fit perfectly,” he explained.
In addition, Bret told me that Harry
Dellicker, the originator of the Del-Air
STC, was “an incredible guy. [Harry]
always had the answers—and you could
tell it in the product he put out.”
Bret has just shy of 800 hours with
Emma: 300 with the GO-300, and 500
with the O-360.
SK: What appealed to you about
the 175?

BK “Well, for one, I liked the idea of
longer-range tanks. My 170 had only 36
gallons. The 175 has 26 per side [52 gallons total].”
SK: Have you had any 175-specific
maintenance or parts availability issues?
BK: “Not really. You know, there’s always brakes and this or that. But I’ve found
that the aircraft is basically the same as a
172 and so parts are easy to find.”
SK: What is your primary use for
your 175?
BK: “Putzing around; flights around
the area, over to the [Oregon] coast, or
even just a 20-minute hop in the evening.” (Bret also commented to me that he
occasionally assists the local sheriff’s office with SAR missions.)
SK: Anything else you’d like to tell people about your aircraft?
BK: “Of all the airplanes I’ve been
PIC in, this is by far the most fun and
rewarding airplane I’ve ever flown. The
tailwheel, the constant-speed, it’s just fun
to fly!”
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Michelle and Chris:
first aircraft for low-time pilots
1959 Cessna 175, GO-300; Horton STOL
Michelle and Chris O’Flynn purchased
their 1959 Cessna 175 three years ago

Many, if not most, of the
GO-300-powered 175s
listed for sale have low
airframe times...
and have put approximately 300 hours
on the aircraft. I spoke with Chris about
their 175 ownership experience.
They bought the 175 as a “two-seat,
camping-touring airplane.”
Chris mentioned that the 175 can easily
get off the ground in 700 feet with their
usual camping load. “I like the way it looks;
its stance. It sits high. It feels like it’s built
for operations off of grass,” he explained.
They’ve recently decided to sell the
175 as they are upgrading to a Texas
Skyways Cessna 182 to further their
explorations of the Pacific Northwest’s
backcountry strips.
SK: It’s not exactly a typical
first airplane. What made you choose
a Cessna 175?
CO: “We were looking for an affordable first airplane for both of us to fly.
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TOLL FREE ORDERS

1-800-447-3408

WWW.CHIEFAIRCRAFT.COM
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I call before I go; I love flying with peoWe had been considering 172s, and then
this one was posted for sale. The previous ple,” he says.
SK: What sort of performance do you
owner had spent a lot of time and money
see with your 175?
fixing it up but by the time he’d gotten
TF: “I usually do 120 mph (104 kias)
it ready to fly, he and his wife decided
at cruise. That’s with power set at 24
they’d rather buy an RV and tour around
inches map and 2,400 rpm. It does fine,
the country that way. The timing was
but it’s not a fast airplane.”
right and the price was right.”
SK: What’s your favorite feature?
SK: Have you run into any mainteTF: “I got it with a low-time engine. It
nance issues with the GO-300?
CO: “We had an issue with a cylinder had only 120 hours on the [factory-new]
engine and the [Del-Air] conversion when
with a sticking exhaust valve. Morning
sickness. We ended up having to replace I bought it. The previous owner had
the GO-300 time out and he decided to
the cylinder. We also had to redo the
convert it. It was basically a new aircraft
exhaust.”
firewall-forward when I got it. I’ve put
SK: How do you operate the engine?
300-plus hours on the engine in the past
CO: “Run it hard. 2,900 to 3,000 rpm.
two years.”
I also frequently service the plugs. I do
SK: Any issues with the conversion?
oil changes every 20-25 hours. It has the
TF: “None at all. It uses all stock accesoriginal oil screen, no filter.”
sories, carb, oil cooler, and so on.”
(Chris added that several prospective
SK: How have you found parts availbuyers have asked him how the engine
ability and maintenance?
has been operated. It appears that proTF: “Not a problem yet. I’ve been able
spective 175 owners are doing their
to order whatever
homework.)
parts I’ve needed
SK: Anything
from Chief Airyou don’t
craft.” (Terry added
like in your 175?
…it’s quite apparent
that he has only
CO: “I didn’t
that 175 owners have a
needed a few roulike the stock
tine maintenance
mixture control. It
passion for the model…
items during his
was the old style,
ownership.)
push-pull, no fine
SK: What would
adjustments. The
you tell someone
airplane also had
who was considering owning a 175?
the old-style attitude indicator when we
TF: “It’s really a lot of bang for the
got it. We’ve since replaced both.”
buck. It’s like a mini-182. It’s got good
SK: Any words of wisdom to those
climb performance, good useful load and
considering a 175 as a first airplane?
carries a lot of fuel.”
CO: “If I hadn’t found such a good
deal on this 182, I’d be happy keeping the
175; it’s a great airplane. I trust it when
Keith, GO-300 aficionado
we’re flying over mountains or water.”
1959 Cessna 175, GO-300;
Chris said they’ll be sad to see the
aircraft go. He also remarked that the air- Auto fuel STC
Keith Yager owns and operates a beauplane has been a ton of fun and relatively
tiful 175 at my home airport, Creswell,
inexpensive to own and operate.
Oregon (77S).
SK: What would you say are the positives of your 175?
Terry, experienced aircraft
KY: “It’s mostly pluses. The GO-300 is
owner and pilot, new to 175s
attached to my airplane—which makes
1960 Cessna 175A, Lycoming
it a big plus. It’s STC’d, so I can burn
O-360 (Del-Air)
Mogas instead of Avgas. That means a
Though he has owned his 175 for only
nice little savings when I fly: $4 per gala few years, Terry Fobar is no stranger to
lon versus $5 for Avgas. It is a strong,
aircraft ownership. He purchased his first
powerful engine. Even though it’s old, it
aircraft, a Cessna 150, in the early 1980s.
still turns out a lot of power for me.”
Since then, he’s owned several other airKeith likes the sound of it too: “It’s got
craft, but seems to have settled in with his
a nice, distinctive sound so my friends on
current 175.
the ground can spot me sometimes.”
He uses the 175 to tour around the
SK: And the negatives?
Pacific Northwest, usually with one
KY: “The Continental carb ices, like a
other passenger. “I have a list of people

lot of them do. My GO-300 is high-time.
Some key engine parts aren’t available, so
come time for an overhaul, I am probably
going to have to replace it with a different engine.”
Keith went on to explain how he
runs his GO-300. “You’ve gotta run
it—3,000 rpm. 2,300 rpm will tear it
up, and that’s what a lot of people did
with them for years.”

Scott Kinney is a self-described aviation
geek (#avgeek), private pilot and instructor (CFI-Sport, AGI). He is associate editor for Cessna Flyer. Scott and his partner
Julia are based in Eugene, Oregon. They
are often found buzzing around the West
in their vintage airplane. Send questions
or comments to editor@cessnaflyer.org.

Resources

Centurion Enterprises 65x, LLC
(SA3890NM)
(303) 877-7752
Del-Air (SA00461SE)
559-784-9110
General Aviation Concepts
(SA610SW)
907-717-9851
Franklin Aircraft Engines, Inc.
(SA293NW, SA586NW)
franklinengines.com/cessna.cfm
Stoots Aviation
(SA02282AK, SA02343AK)
stootsaviation.com/
Lycoming_Engines.html
Mark Wiebe
(SA122NW)
360-835-2417

GO-300 ENGINE OVERHAULS
Airmark Overhaul, Inc.
– CFA supporter
airmarkoverhaul.com
Triad Aviation
hhtriad.com

GO-300 AUTO FUEL STCs
Experimental Aircraft Association
– CFA supporter
https://www.eaa.org/en/eaa/aviationcommunities-and-interests/pilotresources/auto-fuel-stc
Peterson Aviation, Inc.
autofuelstc.com

AIRCRAFT CLASSIFIEDS
Barnstormers
barnstormers.com

TAILWHEEL CONVERSIONS
Stoots Aviation
stootsaviation.com/Tail_Wheel_Conversions.php

FAA UNAPPROVED
PARTS NOTIFICATION,
BOLEN STC 383GL
https://www.faa.gov/aircraft/safety/programs/sups/upn/media/2012/upn_201220111221009.pdf

STOL kits
Stene Aviation (Sportsman)
– CFA supporter
steneaviation.com/collections/sportsman-stol
Horton, Inc.
hortonstackdoor.com/stolcraft.htm

The Cosby-Harrison Company, LLC
trade-a-plane.com
Sandhills Publishing
controller.com

ENGINE STCs
Avcon/Robert or Barbara Williams
(SA777CE, SA424CE)
620-782-3317

CESSNA 175 GROUPS
Cessna 175 Skylark Pilots
and Owners
https://www.facebook.com/
groups/189371888296484
Skylark Association
International forums
cessna175.org
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Let’s Go
to the Beach
By Heather Skumatz
A CFA staffer and her family enjoy their first “real”
vacation in Gulf Shores, Alabama.
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Gulf

Photo courtesy Gulf Shores and Orange Beach Tourism

Shores, Alabama, is
a destination that I
had always wanted
to visit, and I had planned to make the
trip with my mother, my husband and
our two young sons. A multigenerational
family vacation of this kind was likely to
become part of our family storybook for
decades; we just had to wait for the boys
to get a little older.
But, as the saying goes, even the bestlaid plans can go awry. My mother
passed away suddenly in April 2017. The
trip to Gulf Shores that Mom and I had
talked about as something we had wanted to experience together “as soon as the
boys were old enough,” was put aside.
Once the shock of her loss wore off, I
started to wonder if Gulf Shores might
be just the perfect way for our family
to get away and still feel close to Mom.
When I booked our vacation rental last
October from desperately landlocked
Wisconsin, all I could think about was
how I wanted to be brushing white sand
out of my shoes on the first anniversary
of my mother’s death.
Bright and sunny
The coastline of Alabama spans about
53 miles, and the white-sand beaches
here are clean, well-cared-for and familyfriendly. The resort city of Gulf Shores
is a sunny place with around 11,000
permanent residents. And in the eyes of a
6-year-old and an 8-year-old, it is also a
sandcastle-maker’s paradise.
Condo rentals are available by the thousands, but you can also opt for a hotel
room, a cottage or lease one of numerous
large beach houses right on the water.
Our family was delighted by the sight
of lofted pastel houses of all sizes lining the main streets of Orange Beach,
Gulf Shores and Fort Morgan. Many
had clever names like “Going Coastal,”
“Dune R Thing” and “Sea Y’all;” some
of my other favorites were song title
puns: “After Dune Delight,” “Sand By
Me” and “Alabama Dreamin’.” Oh, the
whimsy of it all—my sun-loving mother
would have loved it.
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We chose tidy fourth-floor condo on
the far eastern edge of Beach Boulevard.
It had a breathtaking view of the Gulf,
and was within walking distance to the
Gulf State Park Pier.
What to do first?
Once we arrived and got settled, and
after many (unnecessary) trips up and
down the condo’s spiral staircase—a
novelty for our boys, who previously
believed that all dwellings are singlefamily ranches like their own—it was
difficult to decide what would be first on
the agenda.
Our view from the condo was amazing. I would have been happy sitting on
the balcony all day, every day of our
vacation. But there was no way I was
going to come this close to Pensacola,
Florida, and the National Naval Aviation
Museum without paying a visit.
Meanwhile, my husband Randy would
have been happy to fish on the pier at daybreak each morning, then escape the sun
for a seafood lunch and an afternoon nap.
The boys, well, they just wanted
to jump in the pool—over and over
and over and over and over again.
Thankfully, everyone got an opportunity
to spend their precious vacation days
doing what made them happiest.
NAS Pensacola and the National
Museum of Naval Aviation
Pensacola is an easy drive east from
Gulf Shores. After an embarrassing delay
at the checkpoint due to presenting an
expired drivers’ license (Why did I keep
the old one in my wallet? Because the
photo was more flattering!) we got
to the flight line about one minute
before the Blue Angels began their
11:30 a.m. practice.
The Blue Angels, officially the United
States Navy Flight Demonstration
Squadron, are headquartered at Forrest
Sherman Field in Pensacola (KNPA) and
several practice days are open to the public from March through November.
On the day we were there, the team
was missing one F/A-18 due to a
mechanical issue, but their maneuvers
were no less impressive. It was the first
“airshow” our boys had seen in-person,
and they were awe-struck.
Although we were all sorry to see the
demonstration conclude, it was also a
relief to move from the sun on the flight
line back to the shady museum campus.
The National Museum of Naval
Aviation is, quite simply, a must-see.
Admission is free, it’s open 362 days a
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year and features more than 150 aircraft
from all eras of the 107-year history of
naval aviation.
In Hangar Bay One, we encountered
Capt. Jon. My youngest son was asking
me about the cyclic on a HH-52 helicopter—he’s left-handed and it looked
“backward” to him—and Jon, a retired
Coast Guard pilot who had flown that
rotorcraft on many air-sea rescue missions, was within earshot.
Jon was visiting the museum, too,
and he didn’t just answer our question
about whether cyclics can be configured
for righties or lefties. His recollections
and stories about his time on board the
Seaguard reminded all four of us that
real people flew these machines, and
real people were rescued. It was the
kind of serendipitous encounter you
hope for as a parent.
Gulf Shores Pier
Destruction from hurricane winds is
an unfortunate fact of life in the Gulf
States. When the old pier was destroyed
by Hurricane Ivan in 2004, Gulf Shores

…in the eyes of a 6-year-old
and an 8-year-old
[Gulf Shores is] a
sandcastle-maker’s paradise.

used it as an opportunity to come back
bigger and better.
The new pier is 1,500 feet long with
almost 2,500 feet of fishing space along
the rails on both sides. It’s accessible 24
hours a day; the pier office and bait shop
are open from 6 a.m. to 6 p.m. daily.
Gulf Shores Pier is utilized by fishers
and sightseers alike—being so far into
the water, it has a reputation for excellent fishing—and the large parking lot
was mostly full for the entire week we
were there.
After securing his out-of-state fishing
license and paying the daily fishing fee to
be on the pier ($9), Randy joined dozens
of others of all ages to try his luck. His
ambitions were humble: he was looking
to land a mackerel or a pompano with
the live shrimp he used as bait.
Although the waters weren’t generous that day, Randy did marvel at a
shark and a ray he spotted in the waters.
What’s the joke about a bad day fishing
being better than a good day working?
Randy came back to the condo relaxed,
happy, and full of stories about the

legions of dedicated men and women
anglers who have made fishing from this
pier their daily mission.
Gulf State Park
Another charming place in Gulf Shores
is Gulf State Park. This park is massive—over 6,100 acres—and offers visitors many perks. From the park you can
access oceanfront beach, a freshwater
lake, a golf course, swimming pool and
splash pad, and miles and miles of paved
biking trails. The RV campground is spacious with 500 sites and there are cabins
and cottages, too.
At the nature center, our boys particularly loved the “curiosity box,” where
you reach your hand in to a large box
to feel different natural items. I’m pretty
sure there was an antler in there, but the
other items were much harder to distinguish. What our boys felt but couldn’t
see became the source of many theories
and discussions the rest of the day.
My favorite spot in the park, though,
was underneath the nature center in a
sort of open-air basement area. Two rescued owls who cannot be released into
the wild reside there in dim, breezy comfort. I spent a lot of time watching them;
my mom loved owls.
The nature center hosts 40,000 visitors
a year and the park’s total visitor count
reaches 2 million, This peaceful park is a
Gulf Shores destination in itself, and will
only become more attractive with $140
million slated for park improvements.
As part of that project, a brand-new
interpretive center and pedestrian bridge
opened May 24, 2018, about a month
after we departed.
Seafood restaurants
Most of our dining was al fresco at
the condo, but we did venture out for
a few meals. We enjoyed a nicely-spicy
Low Country Boil from Gulf Shores
Seafood on Gulf Shores Parkway; they
also have a seafood market where you
can get fresh Gulf shrimp, plus crab legs,
assorted fresh fish, fresh oysters, gumbo
and lots more.
The kid-friendly and very casual
Shrimp Basket restaurant offers plenty
of covered outdoor dining. Prices here
are very reasonable, and the drinks are
frosty-cold. The Shrimp Basket’s kitchen
gave our boys their first tastes of hush
puppies and corn fritters, but the unanimous favorite at our table were the fried
pickle chips.
Other fun spot in Gulf Shores are
LuLu’s, a large and boisterous restau-

Photo courtesy Gulf Shores and Orange Beach Tourism
Photo courtesy Gulf Shores and Orange Beach Tourism

Photo courtesy US Navy

Gulf Shores’ pier is 1,500 feet long
and has almost 2,500 feet of fishing
space along the rails on both sides. It’s
accessible 24 hours a day.

The Blue Angels demonstration
practice at NAS Pensacola was
the first “airshow” our boys
had seen in-person, and they
were awe-struck.

The white-sand beaches of Gulf
Shores are clean, well-cared-for
and family-friendly It’s difficult to
imagine the largest oil spill in history
happened just 10 short years ago.
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Photo courtesy Gulf Shores and Orange Beach Tourism

rant on Portage Creek owned by Jimmy
Buffett’s sister Lucy. LuLu’s has daily live
music and is near the airport. Two other
popular spots, Tacky Jacks and Acme
Oyster House, are also in the vicinity.

Photo courtesy Gulf Shores and Orange Beach Tourism

The nature center inside Gulf State Park was a source of wonder for our two children.

Fort Morgan
Our day trip to Fort Morgan was one
of those “we definitely don’t have anything like this in Wisconsin” experiences.
This pentagonal fort, maintained by
the Alabama Historical Commission, has
earthen winding paths, dark corridors
and steep staircases. It’s a unique outdoor
attraction. The grounds are open 8 a.m.
to 5 p.m. every day, and guided tours are
offered at 10 a.m.
My boys and I took the self-guided
tour and we were fascinated by the aged
stone walls, the various levels of the
structure, and the abandoned open spaces. Fort Morgan was finished in 1834.
During World War I, 2,000 troops were

… it was hard to look out
[at Mobile Bay] and resist
the urge to shout, “Damn
the torpedoes!”

Photo courtesy Gulf Shores and Orange Beach Tourism

Fresh shrimp and other regional delicacies are abundant in Gulf Shores.

Fort Morgan, unused since 1944, is unlike any other place we’d ever visited.
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stationed here to support the coastal
defense mission.
The fort has been unused since 1944.
From the top edges of the fort you have
great views of Mobile Bay—it is quite
literally at the end of the land.
The 154th Commemorative of the
Battle of Mobile Bay will be held at Fort
Morgan on Aug. 4, 2018, commemorating the battle which occurred Aug. 5,
1864. I have to admit, it was hard to
look out on the oil rigs and Mobile in
the distance and resist the urge to shout,
“Damn the torpedoes!”
Dolphin cruise
At my insistence, we weren’t leaving
the Gulf without taking a dolphin cruise.
On the last day of our visit, we booked
a tour of Wolf Bay with Cetacean
Cruises in Orange Beach. This company
guarantees you’ll see a dolphin—how
can you say no?
For a very reasonable price of $20
per passenger, we arrived on the wharf
in Orange Beach to board. Our crew
included Capt. Charlie, a retired U.S.
Marine, and first mate Karen, a Coast
Guard veteran. The boat was full, and we
saw multiple dolphins breaching during
our two-hour tour.
One pod in particular had a brand-

new calf with them. This was particularly
exciting and heartening to me—not just
because it’s a baby dolphin—but also
because the Deepwater Horizon spill
caused the biggest dolphin die-off recorded in Gulf of Mexico history. And that
was just 10 years ago.
I knew it was a big deal when even
the ship’s captain had his camera out,
trying to catch a few photos of the new
calf. Karen asked our group to suggest
a name for this baby, as several of the
more familiar dolphins in the bay have
been identified and names are recorded
by the crew. Various photos of dolphins’
dorsal fins and these names (“Nacho,”
“Hook,” etc.) are provided to passengers
on a laminated sheet.
To our family’s delight, our youngest son suggested the winning name:
“Splasher.”
Getting here by plane
Provided the weather allows you to get
through—there can be 70 to 80 days a
year with convective activity on the Gulf
Coast—all indications are that you’ll
have a great experience at Jack Edwards
National Airport (KJKA).
If you need alternates, you have plenty
to choose from, with Foley Municipal
(5R4), HL Sonny Callahan in Fairhope
(KCQF), Pensacola International (KPNS)
and Mobile Downtown (KBFM) all
within 30 nm.
KJKA was originally an ancillary field for NAS Pensacola, but has
become a prime spot for GA pilots,
with about half of the airport’s use
credited to transient GA. Operations
average 254 per day, and if you’re not
familiar with the airspace, be advised
that banner towing is definitely a frequent occurrence on the Gulf Coast.
Jack Edwards National Airport has
nice, long runways and three FBOs that
all get great reviews on Airnav.com.
Runway 09/27 is 6,962 x 100 feet and
Runway 17/35 measures 3,596 x 75
feet. The average fuel price at KJKA was
$4.59 at press time.
The Gulf Shores/Pensacola/Mobile area
has a high density of military traffic, several military-only airfields and multiple
restricted areas which GA pilots must
avoid. Additionally, pilots approaching
from or departing to the east will want
to research and understand the special
FAR Part 93 Eglin/Valparaiso terminal
area operating procedures. The FAA
offers a handy online course in navigating this airspace. (We’ve included the link
in Resources. —Ed.)
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866.494.3002
electroair.net

YES... IT’S CERTIFIED!

“

For the last three years we have operated the
Electroair system on multiple aircraft and it
has exceeded all expectations: virtually no
maintenance, fuel savings of 12% in economy
cruise, and more power (more speed) in highspeed cruise. We fly over 7,000 hours per year
and plan on converting the rest of our fleet
in the next few years.
-Zeke Valtz
President
Horizon Aviation, Inc.

“

Electronic
Ignition
Systems

The Timing
Couldn’t
Be Better!™

• Smoother Engine Operation
• 10–15% Gain In Fuel Efficiency
• Improved High-Altitude Performance
• More Horsepower

Final reflections
People like to say that a trip to the
ocean can be healing. While I can’t say
I experienced any profound transformation just by being within sight of the
ocean for a week, there is an image that
remains with me.
I went on daily morning walks alone
on the beach to reflect on and honor my
mother. One morning, in the misty early
light, I noticed a very small bird at the
shoreline. Of course this bird was looking for breakfast; it had first caught my
eye as it skittered this way and that way,
poking around in the wet sand after the
waves retreated. I noticed that the tiny
bird moved his tiny feet quickly and simply worked around the incoming waves.
Then a foamy wave took an unusual
hook toward the bird. It looked to me
as if the bird was about to be swamped
by the water. I felt concerned. The bird
wasn’t moving! Even the lightest wave
would surely knock this bird off his feet!
I shouldn’t have been worried. I forgot
that bird could fly.

Heather Skumatz is production coordinator for Cessna Flyer. Send questions or
comments to editor@cessnaflyer.org.

Resources
PILOT INFORMATION
Airnav
airnav.com/airport/KJKA
Jack Edwards National Airport
(KJKA) Airport Authority
jka.us.com
FAA Destin / Eglin AFB Operating
Procedures Course
https://www.faasafety.gov/gslac/ALC/
course_content.aspx?cID=47&sID=278&
preview=true

VISITOR INFORMATION
Gulf Shores and Orange Beach
Tourism
gulfshores.com

ACCOMMODATIONS
Gulf Shores condo rentals
vrbo.com/vacation-rentals/usa/alabama/gulf-shores
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DINING
Acme Oyster House
acmeoyster.com/gulf-shores
Gulf Shores Seafood
gulfshoresseafood.com
LuLu’s
lulubuffett.com/gulf-shores
Shrimp Basket
shrimpbasket.com
Tacky Jacks
tackyjacks.com

ATTRACTIONS
Cetacean Cruises
cetaceancruises.com
Fort Morgan State Historic Site
fort-morgan.org
Gulf State Park
alapark.com/gulf-state-park
Gulf State Park online map
mygulfstatepark.com/map

Photo: Heather Skumatz

National Naval Aviation Museum
navalaviationmuseum.org

IN THE AIR,
ON THE GROUND.
ALWAYS WORKING!
Works with all
aircraft oils.

AVBLEND Micro-lubricant® soaks into
metal and protects the engine while
reducing wear. AVBLEND helps:
• Restore Power
• Lower Operating Temperatures
• Reduce Friction & Wear
• Extend Engine Life
• Reduce Blow-by
“I never take off without it!”
Sean Tucker
Hall of Fame Aerobatic Pilot

Save 10% on all online orders:
www.AVBLEND.com

When ordering use Promo Code AVX442E
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NEWS

* (compiled from press releases)

the cost of flying while extending their engine’s operational life
and lowering maintenance costs.”
Superior’s vice president of Product Support, Bill Ross, who has been an FAA A&P/
IA for 33 years, will serve as presenting host
the 2018 Forum Series.
“These sessions are not about theory or
opinions,” Ross said. “What we are going
to deliver are sessions packed with proven
information that the other presenters and I
have gained over our various careers. These
are practices and tips pilots can use every
time they fly.”
The free, 45-minute Forum sessions will
be held daily at the Superior Air Parts tent
(#257), which is just north of Hangar B.
Forum times are 9:30 a.m., 11:00 a.m.
and 12:30 p.m., Monday, July 23, through
Saturday, July 28, 2018.
In addition to all the other valuable information, forum attendees will receive a free
digital copy of Bill Ross’ popular 144-page
book, “Engine Management 101.”
Forum sessions hosted by Bill Ross
For more information and complete forum
will be held daily at the Superior Air
schedule, visit http://superiorairparts.com/
Parts tent just north of Hangar B.
about-us/event/oshkoshforums2018/.
Attendees will receive a free digital
copy of Ross’ popular 144-page book.

In addition to Superior Air Parts, RAM Aircraft, CamGuard,
Hartzell Propeller, Aviation Product Services and others will
host presentations July 23–28, 2018.
COPPELL, TEX., June 11, 2018 – Scott
Hayes, vice president, sales and marketing
for Superior Air Parts, Inc., announced
today that the company is again hosting
its series of 45-minute educational forums
during Oshkosh AirVenture 2018.
Joining Superior Air Parts in the 2018
Oshkosh Forum Series are RAM Aircraft,
Hartzell Propeller, CamGuard, Don’s
Dream Machines, Aviation Product Services and others that will to present educational sessions during the daily sessions at
Superior’s Oshkosh tent #257.
“Oshkosh 2017 was a fantastic year for
the Superior forum series. I can’t think of
any of the 18 forums that weren’t packed
by pilots wanting to know how they can
operate their engine more efficiently and
save money on maintenance,” Hayes said.
“Sharing this kind of valuable information is exactly why we created the forum
series,” he continued. “Each session will
give pilots and owners proven procedures
and insights that will help them reduce

LONDON, UK, May 30, 2018 – Orolia,
the global leader in resilient positioning,
navigation and timing (PNT) solutions, has
signed an agreement with OEMServices
to provide global airline AOG (aircraft on
ground) support for its Kannad brand ELTs.
OEMServices, a leader in component,
logistic and trading services for airlines and
OEMs, will base its Orolia AOG services
supporting more than 200 airlines worldwide using Kannad ELTs at four of its primary
service centers: Paris Charles De Gaulle Airport (CDG), Dubai
International Airport (DXB), Singapore Changi Airport (SIN) and
Hartsfield-Jackson Atlanta International Airport (ATL).
OEMServices has been an Orolia distributor since 2015 and
began providing AOG support for Kannad ELTs in January
2018. This support includes a 24/7 AOG desk and hotline to
answer operators’ urgent needs within one hour, two other
levels of service with critical and routine requests, as well as
standard exchanges when required.
OEMServices’ expertise will ensure that adequate solutions
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are immediately provided to minimize operational interruptions and rapidly enable
the aircraft’s airworthiness.
“We are very excited to have OEMServices providing AOG services to our
airline customers around the world,” said
Christian Belleux, Aviation Product Line
Director at Orolia.
“AOG support is all about eliminating
downtime for our customers, so maintaining strategic supplies of our Kannad products at these
four OEMServices service centers greatly enhances the level of
service that customers can expect from Orolia.”
“This new agreement with Orolia adds another important
scope of components to our expanding AOG portfolio,” said
Didier Granger, OEMServices President.
Orolia provides a range of fixed and portable Kannad ELTs
to 30 aircraft manufacturers and has sold more than 65,000
Kannad ELTs to customers around the world. The company
recently announced its new GADSS ELT-DT distress transmitcontinued on Page 88...

EAA AirVenture Oshkosh offers
something for everybody
Here are just a few of the many features
and attractions that you just can’t miss:
Only in Oshkosh
• Early jets including T-33 Shooting
Stars, F-86 Sabres and Soviet-era
MiG-17
• Current military muscle will feature the
E-4, C-17, C-5, F-16, KC-10, KC-135,
HC-130 P/N, B-1, A-10 and F-18
• Innovations Day, Tuesday, July 24,
with unique programming and enhanced exhibits
• The Yak-110, an innovative, twin-fuselage aerobatic airplane: two Yak-55s
joined together (you have to see it to
believe it)
• Year of the Tanker featuring the KC10, KC-135 and HC-130P/N King
• 12 vintage Travel Air biplanes from the
American Barnstormers Tour
• 1951 Bell 47 helicopter from the TV
series “M.A.S.H.”
• Heritage flights including an Air Combat Command F-16 Viper demo team
• Skydiving activities scheduled for
Wednesday, July 25, include the International Skydiving Museum Eagles,
Vertical Elite and more
• More than 10,000 airplanes and 2,500
showplanes including warbird, homebuilt, aerobatic, vintage, ultralight and
military aircraft
Commemorations and anniversaries
• Royal Air Force 100th anniversary
• World War I centennial featuring a
newly-restored DH.4 Liberty biplane
and a rare 1915 Bleriot replica
• U.S. Air Force Reserve 70th anniversary
• Hatz Biplane 50th anniversary
• Acro Sport 45th anniversary
• Quicksilver 40th anniversary

Educational and entertaining
•World-class airshows presented by
Quest Aircraft Company and Pratt &
Whitney Canada
•Two night airshows with fireworks—
Wednesday presented by Covington
Aircraft and Saturday presented by
Oshkosh Corp.
• 1,000 forums and hands-on workshops
• 900-plus industry-leading exhibitors
• Delve into an aircraft’s history by attending the daily Warbirds or Vintage
in Review
• Twilight Flight Fest at the Fun Fly
Zone featuring EAA STOL Invitational Flying, Paradigm Aerobatic Team,
3D RC airplanes and helicopters,
Patriot Parachute Team and Red Bull
Air Force skydivers
• B-29 Boeing Superfortress Doc returns!
• Diverse evening activities and informative programs including historymaking lineups at the Theater in the
Woods sponsored by M&M’S
• Blockbuster movies at the outdoor
AIRBUS Fly-in Theater
• Skydiving activities scheduled for
Wednesday, July 25, include the International Skydiving Museum Eagles,
Vertical Elite and more
• KidVenture, celebrating its 20th anniversary, where youths can experience everything from flying radiocontrolled airplanes to airplane
building projects
• Tour EAA founders Paul and Audrey
Poberezny’s legendary estate

EAA AirVenture Oshkosh admissions,
camping and parking and merchandise
can be purchased in advance. Visit eaa.
org/en/airventure.

GARMIN INREACH
MINI AVAILABLE AT
AIRCRAFT SPRUCE
inReach
Mini is your
go-to connection for
maintaining
off-the-grid
contact. It’s
our palmsized satellite
communicator
for adventures
where size and
weight matter.
inReach
Mini lets you
send and receive text messages, track and share your
journey and, if necessary, trigger an SOS
alert to contact the GEOS 24/7 emergency response team.
With inReach connectivity, your family
and friends will know they can stay in
touch globally.
Measuring just less than 4 inches tall
by 2 inches wide and weighing a mere 3.5
ounces, inReach Mini is fit for exterior
pack pockets or accessory loops.
It connects for messaging via the 100
percent global Iridium satellite network.
You don’t have to worry about being
within range of a cell tower or encountering spotty coverage—your inReach Mini
works anywhere.
Aircraft Spruce’s complete product line
is available at aircraftspruce.com as well
as through the company’s free 1,000-plus
page catalog.
For more information, contact Aircraft
Spruce at 1-877-477-7823 or 1-951372-9555.

PICK UP YOUR AIRCRAFT SPRUCE ORDERS AT EAA AIRVENTURE
This convenient service is available
at no additional cost to customers
Place your order with over $100 online
or by phone and pick up at the Aircraft
Spruce and Specialty booth in Hangar A
during EAA AirVenture Oshkosh.
Orders for pick up must be placed by
noon EST Monday, July 16, 2018, and
they will be brought to the show on our
truck at no additional cost to you.
All orders must be paid by credit card

at the time the order is placed, and any
products not in stock can be processed as
a standard backorder following the show.
Orders for pick up at Oshkosh are
limited to small, UPS shippable products
(no oversize) due to the limited space on
our truck and in the booth.
Online shoppers: when you place your
online orders, select “Pickup at Oshkosh
2017, Hangar A, Booths 1022-1029” in
your shipment options.
Important note: $100 order minimum

is required for this service.
Aircraft Spruce’s complete product line
is available at aircraftspruce.com as well
as through the company’s free 1,000-plus
page catalog.
Visit aircraftspruce.com for complete
Oshkosh preorder service details. For
more information, contact us at 1-877477-7823 or 1-951-372-9555.
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Curtis Superior Valve
Co. receives FAA PMA
approval for oil
quick drain valve

This low-profile aluminum valve fits most
Lycoming engines

AT APPROVED TURBO COMPONENTS, INC
WE ARE MORE THAN JUST A BOX WITH A PART
NUMBER ON IT. WE PROVIDE EXCEPTIONAL
CUSTOMER SERVICE WITH EVERY
OVERHAUL OR EXCHANGE!

TURBOS TESTED
@ 100,000 RPM ON
VSR MACHINE
2 FACILITIES TO BETTER SERVE YOU!
800-523-4809 1545 E. ACEQUIA AVE. • VISALIA, CA 93292
FAA #07TR210O EASA.145.6055

800-626-0367 663 2ND LANE • VERO BEACH, FL 32962
FAA #U5AR184Y EASA.145.5482

CALL US... WE'RE HERE TO HELP!
TURBOCHARGERS - WASTEGATES - CONTROLLERS & PRV'S
OVERHAUL OR EXCHANGE
www.approvedturbo.com
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CHANDLER, ARIZ. – Curtis Superior
Valve Co. Inc. has been a manufacturer
of oil and fuel valves for the aviation
industry for over 70 years.
Curtis is proud to announce that it
has received FAA PMA approval for the
CCB-38000 low-profile, aluminum oil
quick-drain valve. This drain valve fits
most Lycoming engines.
When installed, the valve extends
slightly more than the drain plug installed
by Lycoming.
The valve was designed specifically for
retractable gear aircraft and twin-engine
aircraft with close-fit cowling; however, it
will fit any Lycoming engine where there
might be interference from structure,
exhaust, hoses, wiring or where weight is
a concern.
The CCB-38000 valve comes with a
separate activating tool (CCA-38001)
that can be kept in the aircraft or mechanic’s tool box, and can be ordered
separately if lost.
Customers may purchase the CCB38000 from Curtis’ worldwide distributor network.
Visit curtissuperiorvalve.com for a
distributor listing.

Kannad ELT support
continued from Page 86...
ter which provides complete autonomous
aircraft tracking to help airlines comply
with the upcoming GADSS requirement.
For more information on the full line of
fixed and portable emergency locator
beacons, visit orolia.com.
For more about OEMServices and its
AOG services, visit oemservices.aero.

S-TEC 3100 Granted
STC Approval for
Cessna 177
Genesys grows STC list for its advanced
digital autopilot
MINERAL WELLS, TEX., June 5, 2018
– Genesys Aerosystems, leading manufacturer of autopilots and stability augmentation systems for fixed and rotary wing
aircraft, has earned FAA STC approval of
the S-TEC 3100 on the Cessna 177, and
will begin shipping this month.
Understanding the need to be flexible
in the mixed-cockpit aftermarket, the
3100 also supports many third-party
EFIS displays and has its own internal
ADHRS should an EFIS not be installed.
“The initial feedback from owners
installing the S-TEC 3100 has been very
positive. Our dealers also appreciate the
ease of installation. Everything in our
installation kit is included—dealers just
provide the labor and wires,” said Jamie
Luster, Director of Sales and Marketing.
For customers interested in upgrading
from an existing S-TEC system, pricing
starts at $9,995. The full S-TEC 3100 system (2-axis with trim) retails for $19,995.
Any customer that submits a purchase
order to their dealer ahead of the STC
issuance for their airframe will receive
a two-year warranty on their existing
S-TEC servos—regardless of age and
condition. New systems will come with a
3-year factory warranty.
The S-TEC 3100 2-axis digital autopilot (3-axis available on some models)
is already certified on the Cessna 210,
Cessna 182 and Beechcraft Bonanza
A35/36 models.
Next on the 3100 STC roadmap are
the Cessna P210; Cessna 310, 320, 335,
340 and 340A; Cessna 414, 421 and 425.
STCs for the Piper PA-32 series and PA46 series are also in development.
“We’ve seen incredible support from
owner groups. Many have approached us
with a group of owners ready to buy the
latest digital autopilot and we are happy
to move the airframe up in the priority
list,” Luster added.
For more information,
visit genesys-aerosystems.com.

MORE NEWS AND VIEWS:

CESSNAflyer.org
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AIRCRAFT SAFETY ALERTS
FAA Aviation Safety
AIRWORTHINESS DIRECTIVE
www.faa.gov/aircraft/safety/alerts/
www.gpoaccess.gov/fr/advanced.html
2018-03-03 R1 Textron Aviation Inc.:
Amendment 39-19276; Docket No. FAA2018-0068; Product Identifier 2017-CE049-AD.

Since 1981 we have been providing
the aviation industry with innovative
solutions for all of its oxygen needs.

(a) Effective Date
This AD is effective May 23, 2018.
(b) Affected ADs
This AD replaces Airworthiness Directive (AD) 2018-03-03, Amendment 3919176 (83 FR 6114, February 13, 2018)
(“AD 2018-03-03”).
(c) Applicability
This AD applies to the following Textron Aviation Inc. (type certificate previously held by Cessna Aircraft Company)
model airplanes, that are certificated in
any category:
(d) Subject
Joint Aircraft System Component
(JASC)/Air Transport Association (ATA)
of America Code 53, Fuselage.

(e) Unsafe Condition
This AD was prompted by several
reports of confusion in interpreting the
compliance times for the initial inspection of the carry through spar cap. We are
issuing this AD to eliminate confusion in
interpreting the compliance times for this
inspection. The unsafe condition related
to this AD was previously addressed in
AD 2018-03-03.
(f) Compliance
Comply with this AD within the
compliance times specified, unless
already done.
(g) Inspection Criteria
For the inspections required in paragraphs (h), (i), (j) and (l) of this AD, do a
CES S NA F LYE R
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detailed visual inspection of the left and
right forward lower carry through spar
cap for cracks. Using a 10X magnifier
visually inspect the bottom surface of
the carry through spar cap in the areas
around the fasteners located just inboard
of the left-hand and right-hand forward
lower wing fittings. If a crack is not
positively identified during the detailed
visual inspection but is suspected or the
area is questionable, before further flight,
do a surface eddy current inspection of
the suspected area. Do these inspections
using the Accomplishment Instructions in
Textron Aviation Multi-engine Mandatory Service Letter MEL-57-01 and Textron
Aviation Conquest Mandatory Service
Letter CQL-57-01, both dated December
18, 2017, as applicable.
(h) Initial Inspection for All Affected
Airplanes With 24,975 Hours TimeIn-Service (TIS) or More on the Carry
Through Spar Cap
Within the next 25 hours TIS after
February 28, 2018 (the effective date
retained from AD 2018-03-03), do an
initial detailed visual inspection following
the instructions specified in paragraph (g)
of this AD.
(i) Initial Inspection for All Affected Airplanes With Less Than 24,975 Hours TIS
on the Carry Through Spar Cap
(1) For Models 401, 401A, 401B, 402,
402A, 402B, 402C, 411, 411A, 414,
414A, 421, and 421A airplanes, do an
initial detailed visual inspection following
the instructions specified in paragraph (g)
of this AD at whichever of the compliance
times in paragraphs (i)(1)(i) or (ii) of this
AD occurs later. See figures 1 and 2 of
paragraph (i)(1) of this AD for examples.
(i) Before or upon accumulating 15,000
hours TIS on the carry through spar cap; or
(ii) Within the next 50 hours TIS after
February 28, 2018 (the effective date
retained from AD 2018-03-03).

(2) For Models 421B and 421C
airplanes, do an initial detailed visual
inspection following the instructions
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The Better Performing Sealed
Lead-Acid Battery

START
STRONG,
FLY LIGHT

specified in paragraph (g) of this AD at
whichever of the compliance times in
paragraphs (i)(2)(i) or (ii) of this AD occurs later. See figures 3 and 4 to paragraph (i)(2) of this AD for examples.
(i) Before or upon accumulating 12,000
hours TIS on the carry through spar cap;
or
(ii) Within the next 50 hours TIS after
February 28, 2018 (the effective date
retained from AD 2018-03-03).

7035-28
AVAILABLE NOW,
AT DISTRIBUTORS

Higher Starting
Power

FAA-PMA for 129 CESSNA and BEECHCRAFT MODELS
See Gillbatteries.com for a full list of aircraft models serviced by this battery

| GILLBATTERIES.COM

SIMPLY STATED,

SKYBOLT® BUILDS ThE STRONgEST,
LIghTEST, MOST ADvANCED ¼-TURN
FASTENERS IN ThE wORLD.

Skybolt® CLoc® Diamondhead®

(3) For Model 425 airplanes, do an
initial detailed visual inspection following
the instructions specified in paragraph
(g) of this AD at whichever of the compliance times in paragraphs (i)(3)(i) or
(ii) of this AD occurs later. See figures
5 and 6 to paragraphs (i)(3) of this AD
for examples.
(i) Before or upon accumulating 11,000
TIS on the carry through spar cap; or
(ii) Within the next 50 hours TIS after
February 28, 2018 (the effective date
retained from AD 2018-03-03).

• CESSNA COWLING STAINLESS
FASTENER CONvERSION KITS
(STC/FAA TSO C148)

Convert Southco/2700 Camloc to CLoc ®
Heavy Duty 4000 Series stainless fasteners

• STAINLESS COwLINg FASTENER
DIRECT REPLACEMENT KITS
Replace OEM fasteners with Skybolt
stainless fasteners

• TRIM SCREw KITS and FUEL TANK KITS
Cessna, Piper and many others

SKYBOLT IS A PROUD AMERICAN MANUFACTURER

100% MADE IN THE USA • DFARS COMPLIANT
CALL US 1-800-223-1963
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vISIT US AT KLEE

(j) Repetitive Inspections for All Affected
Airplanes
If no cracks are found during the initial
detailed visual inspections or the surface
eddy current inspections required in
paragraphs (h) and (i) of this AD, repetitively thereafter inspect at intervals not
to exceed 50 hours TIS. Inspect following
the instructions specified in paragraph (g)
of this AD.

(k) Replacement of Carry Through Spar
Cap for All Affected Airplanes
If cracks are found during any inspection required in paragraphs (h) through
(j) and paragraph (l) of this AD, before
further flight, replace the carry through
spar cap.
(l) Initial and Repetitive Inspections of
Newly Installed Carry Through Spar Cap
for All Affected Airplanes
Do the initial and repetitive inspections
following the instructions specified in
paragraph (g) of this AD at the applicable compliance time in paragraphs (l)
(1) through (3) of this AD. If any cracks
are found during any inspection required
by this paragraph, before further flight,
replace the wing carry through spar cap.
(1) For Models 401, 401A, 401B, 402,
402A, 402B, 402C, 411, 411A, 414,
414A, 421, and 421A airplanes, initially
inspect before or upon accumulating
15,000 hours TIS on the newly installed
carry through spar cap and repetitively
thereafter inspect at intervals not to
exceed 50 hours TIS.
(2) For Models 421B and 421C airplanes, initially inspect before or upon
accumulating 12,000 hours TIS on the
newly installed carry through spar cap
and repetitively thereafter inspect at intervals not to exceed 50 hours TIS.
(3) For Model 425 airplanes, initially
inspect before or upon accumulating
11,000 hours TIS on the newly installed
carry through spar cap and repetitively
thereafter inspect at intervals not to
exceed 50 hours TIS.
(m) Reporting Requirement for All Affected Airplanes
Within 30 days after each inspection
required by paragraphs (h) through (j) and
paragraph (l) of this AD, report the results
of the inspection to the FAA representative
identified in paragraph (r) of this AD using
the undated Attachment (titled Spar Cap
Inspection Results Form and Spar Cap
Inspection Results Form Continued) to
Textron Aviation Multi-engine Mandatory
Service Letter MEL-57-01 and Textron
Aviation Conquest Mandatory Service
Letter CQL-57-01, both dated December
18, 2017, as applicable. Please identify AD
2018-03-03 in the subject line if submitted
through email.
(n) Installation of Optional Access Panels
All Affected Airplanes
Textron Aviation Conquest Service
Bulletin CQB-57-01, Textron Aviation

A father/son team with 86 combined years of

aviation maintenance experience

with A&P license/commercial pilot

In this business for 23 years
Teaching subject at
FAA endorsed events

OVERHAUL / EXCHANGE

Turbos balanced at 50,000 RPM by VSR Test Machine...
Visit our website to see the VSR in operation!

We Will Help You Troubleshoot Your System

Exchanges, Overhauls and Free Testing
Turbochargers • Controllers • Wastegates • Pressure Relief Valves
Gary Main • Bill Main • Main Turbo Systems, Inc.
234 South Cotta Court, Visalia, CA 93292 • Hours: 6 am to 6 pm PST

1-888-847-8013 • (559) 635-3322 • Fax (559) 627-1960

We buy cores!
www.mainturbo.com • maints@mainturbo.com
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AIRCRAFT SAFETY ALERTS
Air Capitol Dial

Specialists in Repair and Refurbishing

If your cockpit panel components are
faded, need repairs or just need some
touch-up, we’re ready to serve you.
We’re an FAA Certified Repair Station.

Call us,
we’ll take care of you.
Air Capitol Dial 877-269-2483

www.aircapitoldial.com
sales@aircapitoldial.com

MT COMPOSITE
PROPELLER UPGRADE
FOR YOUR CESSNA 180, 182,
185, 206, 210, 310, 340,
414 & 421— INCLUDING TURBOS.

• Super lightweight composite prop and spinner —
up to 30 pounds lighter
World’s Largest MT Propeller Distributor
• Improve takeoff and climb
• Increase cruise speed and fuel mileage
, LLC.
• Reduce stall speed for shorter landings
Visit our website or call today!
• Reduce noise; less pilot fatigue, happier neighbors
• Turbine smooth operation
www.Flight-Resource.com
• Life unlimited blades and hub
• Perfect for floats; no water erosion
• No RPM restrictions or ADs
• HD Motor mount not required

Flight Resource

1-866-717-1117
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Multi-engine Service Bulletin MEB-57-01,
and Textron Multi-engine Service Bulletin MEB-57-02, all dated December 20,
2017, provide the manufacturer’s optional
procedures for installing access panels for
easier access to the forward carry through
spar cap. This AD does not require installing the access panels, but does not restrict
the owner/operator from doing so.
(o) Credit for Actions Done
Following Previous Service Information
for Affected Airplanes
This AD allows credit for the initial
inspection of the forward lower carry
through spar cap required in paragraphs
(h) and (i) of this AD if done before
February 28, 2018 (the effective date
retained from AD 2018-03-03), using the
following documents:
(1) Models 401, 401A, 401B, 402,
402A, 402B airplanes: Cessna Aircraft
Company Model 401/402 Supplemental Inspection Document, Supplemental
Inspection Number 57-10-10, dated June
3, 2002.
(2) Model 402C airplanes: Cessna
Aircraft Company Model 402C Maintenance Manual, Supplemental Inspection
Number 57-10-14, dated June 3, 2002.
(3) Models 411 and 411A airplanes:
Cessna Aircraft Company Model 411,
Supplemental Inspection Document,
Supplemental Inspection Number 57-1010, dated January 6, 2003.
(4) Model 414 airplanes: Cessna Aircraft Company Model 414 Supplemental Inspection Document, Supplemental
Inspection Number 57-10-10, dated
August 1, 2002.
(5) Model 414A airplanes: Cessna
Aircraft Company Model 414A Supplemental Inspection Document, Supplemental Inspection Number 57-10-14, dated
August 1, 2002.
(6) Models 421, 421A, and 421B airplanes: Cessna Aircraft Company Model
421 Supplemental Inspection Document,
Supplemental Inspection Number 57-1010, dated March 3, 2003.
(7) Model 421C airplanes: Cessna
Aircraft Company Model 421C Supplemental Inspection Document, Supplemental Inspection Number 57-10-14, dated
January 6, 2003.
(p) Paperwork Reduction Act Burden
Statement
A federal agency may not conduct or
sponsor, and a person is not required to
respond to, nor shall a person be subject
to a penalty for failure to comply with a

collection of information subject to the
requirements of the Paperwork Reduction
Act unless that collection of information
displays a current valid OMB Control
Number. The OMB Control Number for
this information collection is 2120-0056.
Public reporting for this collection of
information is estimated to be approximately 15 minutes per response, including the time for reviewing instructions,
completing and reviewing the collection
of information. All responses to this
collection of information are mandatory.
Comments concerning the accuracy of
this burden and suggestions for reducing
the burden should be directed to the FAA
at: 800 Independence Ave. SW, Washington, DC 20591, Attn: Information Collection Clearance Officer, AES-200.
(q) Alternative Methods of Compliance
(AMOCs)
(1) The Manager, Wichita ACO Branch,
FAA, has the authority to approve
AMOCs for this AD, if requested using
the procedures found in 14 CFR 39.19. In
accordance with 14 CFR 39.19, send your
request to your principal inspector or local Flight Standards District Office, as appropriate. If sending information directly
to the manager of the certification office,
send it to the attention of the person identified in paragraph (r) of this AD.
(r) Related Information
For more information about this AD,
contact Bobbie Kroetch, Aerospace
Engineer, Wichita ACO Branch, 1801 Airport Road, Room 100, Wichita, Kansas
67209; telephone: (316) 946-4155; fax:
(316) 946-4107; email: bobbie.kroetch@
faa.gov or Wichita-COS@faa.gov.
(s) Material Incorporated by Reference
(1) The Director of the Federal Register
approved the incorporation by reference
(IBR) of the service information listed in
this paragraph under 5 U.S.C. 552(a) and
1 CFR part 51.
(2) You must use this service information as applicable to do the actions required by this AD, unless this AD specifies
otherwise.
(3) The following service information
was approved for IBR on February 28,
2018 (83 FR 6114, February 13, 2018).
(i) Textron Aviation Multi-engine Mandatory Service Letter MEL-57-01, dated
December 18, 2017 (includes the undated
Attachment titled Spar Cap Inspection
Results Form and Spar Cap Inspection
Results Form Continued).
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(ii) Textron Aviation Conquest Mandatory Service Letter CQL-57-01, dated
December 18, 2017 (includes the undated
Attachment titled Spar Cap Inspection
Results Form and Spar Cap Inspection
Results Form Continued).
(4) For Textron Aviation service information identified in this AD, contact
Textron Aviation Inc., Textron Aviation
Customer Service, One Cessna Blvd.,
Wichita, Kansas 67215; telephone: (316)
517-5800; email: customercare@txtav.
com; internet: www.txtav.com.
(5) You may view this service information at FAA, Policy and Innovation Division, 901 Locust, Kansas City, Missouri
64106. For information on the availability of this material at the FAA, call (816)
329-4148.
(6) You may view this service information that is incorporated by reference
at the National Archives and Records
Administration (NARA). For information on the availability of this material
at NARA, call 202-741-6030, or go to:
http://www.archives.gov/federal-register/
cfr/ibr-locations.html.
Issued in Kansas City, Missouri, on
April 30, 2018.
Melvin J. Johnson,
Deputy Director, Policy & Innovation
Division,
Aircraft Certification Service.

Visit the forums at CessnaFlyer.org
and look under “Magazine Extras” to
download a full-size copy of the table
and figures included in this AD. —Ed.

MORE

AVIATION SAFETY
ALERTS

ONLINE

Go to Aviation Alerts under
the Knowledge Base tab at
cessnaflyer.org
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FULL CIRCLE continued from Page 28
things were headed metaphorically south.
Alas, the contract that Florida Air
Transport had for that particular Bahamas run came to an end. With less flying on the schedule for the foreseeable
future, there was less flying available for
their gang of pilots. I decided to retire
once again.
Flights on the DC-7B were over for me
for the time being, and, to be truthful, the
drive back and forth to the Miami area
had gotten pretty old. The ending of my
temporary part-time job on this old recip
had occurred at a suitable time since,
after all, being old and retired twice now,
I should not be creating more work than
fun for myself.
Yet looking back, it was a kick to fly
that old airliner again—especially one
that I had specifically drooled over as a
teenager while it wore its original American Airlines regalia. When I climbed
down the crew stairs of N381AA for the
last time, I patted the fuselage and whispered to her, “Good job, old girl.”
It wasn’t too many years later that this
last of the DC-7Bs was retired herself. She
is parked as a static display at an airport
not far from where I live. Sometimes,
when I drive the highway that goes right
by that old DC-7B, the sight of her can
easily get my memories to rev themselves
into high gear.

EVENTS continued from Page 14
Breakfast/Antique Aircraft Display Day.
Connect with like-minded members and
aviators while enjoying the camaraderie,
great pancakes, and raffle prizes supporting youth in aviation. 9 to 11 am. Contact Bob Anderson, 858-395-6718. Visit
52.eaachapter.org.
Jul 8 — Sciota, PA. Pegasus Airpark
(50PA). Fly-in/Drive-in Barbecue. EAA
Chapter 839 is hosting a fly-in/drive-in
barbecue every second Sunday, April
through October. We may have either
a Poker Run or aerial scavenger hunt
depending on the number of aircraft. To
help us plan parking and food, please let
us know if you plan to attend. See website
for details on flying into our grass field. 12
to 4 pm. Contact John Cronin, 570-8440710. Visit funatpegasus.com.
Jul 12 — Eau Claire, WI. Chippewa Valley Regional (KEAU). Wright Brothers
Master Pilot Award and FAA Presentation.
continued on Page 98...

TAKE A SEAT

Impeccable,
innovative designs

www.AviationsCreations.com

480-998-1752

mobile

480-980-0639
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EVENTS continued from Page 97
Chapter updates and hamburger cookout
6:30 to 7:30 pm. At 7:30, Wright Brothers Master Pilot Award presented to John
Holmgreen. FAA Presentation by Jurg
Grossenbacher, FAA Safety Team (FAAST)
Program Manager, Milwaukee FSDO.
Contact Jessica Barnier, 715-456-5028.
Visit eaa509.org/node/852.
Jul 14 — Terre Haute, IN. Sky King (3I3).
P-Factor Days. Fly in for specialty pancakes and hangar flying at its best hosted
by EAA Vintage Chapter 41. Aircraft from
the first half of the 20th century on display. All aircraft are welcome. 8:30 to 11
am. Contact John Ross, 812-466-2229.

Have a
Maintenance
Question?
Contact us at
Editor@CESSNAflyer.org

Jul 14 — Havana, IL. Havana Regional
(9I0). Havana Grill-bana. The menu is
homebuilt and fully aerobatic: Split-S Hot
Dogs, Over-the-Top Burgers and exotic
specialty sandwiches, all made-to-order.
Open to all pilots, crews and their guests.
11:30 am to 1 pm. Contact Mike Perkins,
217-725-0628.
Jul 14 — Abilene, TX. Abiline (KABI).
EAA Chapter 471 Breakfast and Meeting.
Monthly breakfast with bacon, sausage,
eggs, hash browns, fruit and biscuits and
gravy. Chapter meeting following breakfast. Flyers-in are welcome to both. Donation bucket at the front of breakfast line.
9 to 11 am. Contact Charlotte Rhodes,
325-669-9825.
Jul 14 — Williston, ND. Sloulin Field International Airport (KISN). Third annual
Fly-in Breakfast. Static display aircraft,
plane rides and more. 7 am to 12 pm.
No admission fee. Additional activities
and sponsors available at https://www.
facebook.com/events/191940948123724/.
Contact Anthony Dudas, airportadmin@
ci.williston.nd.us.
Jul 14–15 — Avalon, CA. Catalina Airport
(KAVX). Leading Edge Avionics’ First
annual Fly-in and Campout. Come stay
for the day, or spend the night camping
under the stars at the airport, or at a hotel
in town. Everyone is responsible for their
own sleeping arrangements. We are happy
to provide a pancake breakfast Sunday
morning. Please RSVP. Cost is your contribution. We look forward to meeting you!
Contact Megan, megan.pearce@leavionics.
com or phone 714-955-6151.
Jul 15–17 — Brainerd, MN. Brainerd
Lakes Regional (KBRD). 2018 American
Barnstormers Tour. Step back in time to
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the 1920s. Get up close and see 10 beautiful Travel Airs. Rides and food available.
Aerobatic demos. Plenty of parking. Contact Mike Peterson, 612-750-2981. Visit
facebook.com/tour2018.
Jul 16 — Pittstown, NJ. Sky Manor Airport (N40). EAA Chapter 643 Monthly
Meeting. Social and food at 6 pm; meeting
at 7 pm. Visitors and guest are welcome.
Contact Bruce Windom, 908 586-4875.
Visit eaa643.org.
Jul 21 — Vine Grove, KY. Vine Grove
Airport (70KY). Young Eagles Rally. 9 to
11:30 am. Contact Dick Ardisson, 270319-1320.
Jul 21 — Plattsville, ON. Lubitz Flying
Field (CLB2). Ayrborne Aviators Monthly
Meeting. Be sure to come for breakfast. $5
breakfast donation. 8 to 10 am. Contact
Edward Lubitz, 519-684-7686. Visit ayrborneaviators.com.
Jul 21 — Apex, NC. Cox Airport (NC81).
EAA Chapter 1114 Pancake Breakfast and
Meeting. World-famous pancake breakfast
at 8 am, followed by an aviation-themed
presentation at 9:15 am. Contact Paul
Hardin, 919-523-3242. Visit eaa1114.org.
Jul 28 — Brighton, MI. Brighton Airport
(45G). Breakfast at Brighton Airport. All
are welcome for breakfast and hangar
flying. $3 donation is suggested. Proceeds
benefit improvements to our memberowned, -operated and -financed airport.
8:30 to 10:30 am. Contact Jason Burton,
734-775-6459. Visit brightonairport.org.

Join us
and enjoy
the benefits
of membership
CESSNAflyer.org

Standby Alternator STC
for Cessna 182T, T182T,
206H & T206H Aircraft
Provides continuous 20 amp
28 VDC output $3,750

Send events to editor@cessnaflyer.org.

Freedom Aviation
is a Cessna single
and multi-engine
service center and
parts distributor.

Contact
Email
Phone
Toll Free

Respectfully,
Heather Skumatz
Production Coordinator

P.O. Box 190
Eatonville, WA 98328

RESTRAINT WITHOUT
RESTRICTION
A four-point inertia
shoulder harness/
lap belt system that
is FAA-STC and
PMA approved for
most Cessnas.

LETTERS continued from Page 08...
Of course space is always a consideration, but in the future we will be revising our selection procedures to reflect
your concerns and attempt to avoid any
“old news.”
I’m sending you our in-house document with events for July for your perusal. While it’s not an exhaustive list of
events happening around the U.S., there
are quite a few.
Safe travels on your cross-country!
Stop in at our booth (3126) if you get
the chance, and say hello.

B.A.S. Inc.

Visit our website
for a complete
listing of available
aircraft models and
pricing for Cessna,
Piper, Beechcraft
& Luscombe.

RETRACTABLE PULL HANDLES
FOR TAILDRAGGERS

Jason K. Moorefield
vaavionics@aol.com

434-237-8434
800-543-6845

www.flyfreedomaviation.com

www.basinc-aeromod.com
Toll Free 1-888-255-6566 (Pacific Time)
(360) 832-6566 • Fax (360) 832-6466
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Advertise with us and
reach your target market.
Call Kent Dellenbusch
(626) 844-0125.
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come and be a
part of the fun.
REGISTERING
IS EASY

• Visit CessnaFlyer.org
• Email kent@aviationgroupltd.com
• Call 626-844-0125

RESERVE
YOUR HOTEL

register today!
14TH ANNUAL GATHERING AT WAUPACA
JULY 21–22, 2018
Seminars, food, fun & friendship | $125/person

• Event rate $114/night
• Call Comfort Suites Waupaca
Foxfire at 715-942-0500

REGISTRATION
FEES & DETAILS

• Event registration includes all
meals, seminars and bus transportation (except night bus).
• $125 per person for Cessna Flyer
members and their guests.
• Free for kids ages 8 and under;
half-price for ages 9 to 16.
• Special dietary needs can be
accommodated for additional cost.
• Hotel and AirVenture admission
fees are not included. (To book a
room, see “Reserve your Hotel.”)

FABULOUS
DOOR PRIZES

• Great prizes from Icom,
McFarlane, Van Bortel, Turbine
Conversions, AvBlend and more!

Sunday July 22 (con’t)

Reps from Continental Motors, Eagle Fuel Cells,
Electroair, UTC, Parker Hannifin and more will be
speaking. You won’t want to miss these presentations!

SCHEDULE OF EVENTS
Saturday July 21

5:30-6:00 pm – Registration.

(Late arrivals can complete registration any time
during the event.)

6:00-8:00 pm – Welcome Reception.
Includes beverages and a Wisconsin brat
fry. Sponsored by Wipaire.

7:30
11:30
12:30
3:30

– 11:30
– 12:30
– 3:30
– 4:30

6:00 –

?

Seminars.
Lunch – provided.
Seminars.
Wrap up and
door prize drawing.
Banquet at the Waupaca
Ale House. Sponsored
by SCS Interiors.

Mon/Tues/Weds July 23–25

The City of Waupaca and the Waupaca Municipal
Airport (KPCZ) are sponsoring a shuttle from the
airport to the hotel for attendees flying in to KPCZ.

7:30 am – Bus to AirVenture.
Sponsored by Tempest (Mon and Tues)
and Univair (Weds).

Sunday July 22

The bus to AirVenture will be at the Comfort Suites
at 7:00 am and will leave for Oshkosh at 7:30 am.
The bus will depart the AirVenture grounds at 6:00
pm to return to the Comfort Suites. An optional
night bus will be offered on Wednesday for those
wishing to attend the night airshow.

All seminars and prize drawings will be held at
the Waupaca Ale House & Conference Center on
the grounds of the event hotel, the Comfort Suites
Foxfire in Waupaca, Wisconsin.

THANK YOU TO OUR 2018 SPONSORS!

Platinum Sponsors: Tempest Aero Group, Univair Aircraft Corp, Electronics International
Banquet Sponsor: SCS Interiors Welcome Reception Sponsor: Wipaire, Inc. T-shirt Sponsor: Continental Motors
Goodie Bag Sponsor: Tanis Aircraft Products Proud Sponsors: Lycoming, AOPA Insurance Agency, City of Waupaca, Flight Resource,
Electroair, Air Capitol Dial, Turbine Conversions, Smooth Power Door Prizes: Icom, McFarlane, Van Bortel, Turbine Conversions, AvBlend

BACK WHEN:

Vintage Cessna
Advertising and Marketing

1942 Cessna Ad
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Instrument Corporation

