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To Replace or Not Replace a Cylinder 
When it comes to engines, we love guidance from Mike Busch, Savvy Aviator.  Here is a link to an excellent 
article on making absolutely sure that a cylinder requires replacing.  Equally importantly, if you own a 
Continental engine, you should know that Continental has changed their specifications for when a cylinder 
needs replacing.  First, it reverses Continental’s previous position that even small amounts of leakage past 
the valves during a compression check is unacceptable and grounds for pulling the cylinder. Many 
experienced A&Ps considered the “zero leakage past the valves” standard unrealistic, and after 19 years, 
Continental finally agreed with those mechanics. 

The other difference is arguably even more important: For the first time, Continental has directed mechanics 
to perform a Borescope inspection of the cylinders at each annual inspection, 100-hour inspection, and any 

other time a compression check is done.  CLICK HERE to read this article. 

This article also includes Mike’s Borescope recommendations, with a range of quality and pricing.   

 

 

 

https://blog.aopa.org/aopa/2016/12/20/scope-that-jug/
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Carb Ice Chart 

Gotta love Fuel Injected engines, but I still miss my O-360 which was carbureted.  Carb Ice is more common 

in the Spring, Summer and Fall (winter air is typically drier). We came across this interesting chart and 

wanted to pass it along.   
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The Future of Fuel Bladders Uncertain 

O&N, the provider of Bladders as an alternative to Tank Reseals, has gone out of business.  It has done so 
without much advance notice.  Unless another company picks this up, our only alternative will be tank 
reseals. 

Also, the future of the O&N warranties is unknown. 
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Next month’s poll:  “I Perform the Following on my Mooney”  CLICK HERE to vote. 

 

Appraise Your Mooney’s Value 

Don’t forget about our cool new  Appraise your 
Mooney’s Value calculator. 

M20C M20E M20F M20G M20J 

  

http://micropoll.com/t/KEuGlZVaTC
http://themooneyflyer.com/valuation/M20CValuation.html
http://themooneyflyer.com/valuation/M20EValuation.html
http://themooneyflyer.com/valuation/M20FValuation.html
http://themooneyflyer.com/valuation/M20GValuation.html
http://themooneyflyer.com/valuation/M20JValuation.html
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Weep No More, LLC - It was finally time.  After 25 years, the tanks of my Bravo needed to be 
resealed.  After getting a number of bids I chose "Weep No More" in Willmar, Minnesota.  In hindsight, I 
shouldn’t have wasted my time getting bids.  I hadn’t read one bad review about them, and working with 
Paul Beck and his partner Eric Rudningen was one of the best experiences I have had in aircraft ownership, 
with an organization I had not dealt with previously.  In reality Paul is an artist and resealing our Mooneys 
requires his type of artistry.  Paul quoted 3 weeks for the job, including one week of sitting to check for 
leaks, and he kept that agreement.  His stripping machine (which he designed and which no other company 
has), not only saved hours of stripping time, but protects the metal from hours of manually stripping.  When 
I picked up the plane last Thursday, Paul was applying sealant to the panels of another plane.  His 
movements in the application were like an artist painting a picture.  I had a new painted wing walk, all panel 
screws were touched up, and new fuel drains were installed.   

Regarding transportation, Paul lent me his Truck to get back to KMSP when I dropped the plane off, and Eric 
flew my plane to KMSP when my plane was ready.  The wind at Willmar was 19 G 29 and I thought that 
would be no problem with  the cross runway.   The only problem was, I hadn’t read up on it.  It was 
grass!  So scratch that one.  Our planes are really good crosswind airplanes, so the landing with the direct 
crosswind went well.  As I have often experienced getting out of the plane after landing with that much 
wind, the intensity was surprising.  

Time was of the essence in getting out of Willmar that day, since the first winter storm of the year was 
arriving within a couple of hours (last Thursday), so I fuel up, handled the paperwork and payment, gave my 
thanks for the work done, said my goodbyes, and took off heading South as fast as I could go. 

Donald K 

RE: How to Mess Up Your Landings -- Shame on you! In your article about "How to Mess Up An 
Approach To Landing" you say, "But, by increasing the bank, you are also increasing the stall speed." 
WRONG! Stall speed has no connection to bank angle. Stall speed has everything to do with airframe LOAD! 
I can roll an airplane into a 90degree bank and allow the airspeed to drop well below the published stall 
speed without stalling. I just have to unload the airframe (push on the yoke). Likewise I can have a bank 
angle of zero and stall the airplane just by loading it up (pulling on the yoke). So getting the plane to stall 
requires PULLING ON THE YOKE!  

OK, if you are talking a level, constant airspeed turn, increasing bank angle will require a corresponding 
increase in back pressure (increased angle of attack). But the reason is loading, not bank angle itself. 
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I fly, and teach, aerobatics. I spend a lot of time at varying bank angles and airframe loading from -3G to 
+6G. It is all about knowing where that stall is and responding instantly when you get there, regardless of 
aircraft attitude. We have been told, "An airplane will stall at ANY attitude," but it doesn't really sink in for 
most people until they start flying at the ragged edge of stall and in all attitudes. 
Brian L 

Editor’s Note: Although you are technically accurate, The Mooney POH and the following Link were 
referenced in our article (CLICK HERE) 

As always, great stuff.  Thanks for trying to sell my good old '63 M20D with 180 HP and a Carb. in the Flyer a 
while back. You were a failure!  But so was MAPA and the good people at GlobalAir.com at Bowman Field in 
Louisville.  HURRAY for all of you, I hope!  This summer, if the Feds write the proper rules, I'll have a medical 
again, I let mine lapse.  Several who should know tell me that I will qualify.  Fear of a medication more 
hazardous than my minor affliction was the reason.  Meanwhile, I plan to get a Light Sport Rating this spring 
so I can join the UFO's!  Another check on the Bucket List and a good way to get refreshed for the Mooney.  I 
do have 30 years in my Mooney and 3,000 hours with an IFR rating.  The Light Sport is too slow for me; 
mainly I go long distances. 

So, to the December issue, a few short and varied comments.  I think I have a wing ice problem solution that 
is not much good for most people.  "Imron!"   But maybe some other new 2 part paint will do the same. Ask 
about it.  I had a repaint shortly before the hazard of that product to the painters was discovered.  The 
young man that did mine had to stop painting aircraft.  But a lot of years later, it still shines up like new and 
on rare occasions, I tried out "Automotive Spray Deicer" when caught out of town and parked outdoors.  It 
worked, and there was no damage seen then, or these years later.  OK, it is best to avoid that and I mostly 
have.  Also, I have never heard, but is there some other reason than paint damage not to spray the ice 
carefully?  I live in Reno, so it does get cold, but is also rather dry. 

I avoided the low spot pretty well on the graph of learning to survive and the initial high.  Running a tank dry 
once was at high altitude.  I also took Norm Smith's advice and carried a tank changer tool.  One foot of 
Schedule 80, 3/4 inch PVC pipe with a 1/2 X 1/2 slot in one end.  Keep your eyes outside where they belong 
while changing tanks. Also, it is faster.   One major part of that was helping with all annuals and repairs.  The 
book that far back doesn't tell you that the "Carb Heat" is also "Alternate Intake Air."  I learned how nice 
that is to know at 16,000 feet one winter day while IFR over southern Utah.  After about a half hour in those 
conditions, I had a one second warm, moist air encounter that froze on the nose air intake and I became a 
glider.  I told ATC, then pulled on the heat and got noise again, but had to drop to 15,000.  It sublimed off in 
about another half hour.  That question, "How many souls on board", really sounds seriously spooky.  Oh, 
helping with the work on annuals, I am a Mechanical Engineer too. 

The late Norm Smith reminds me of Top Gun’s Tom and his son Mark.  Great shop, but pretty far away for 
me, except for specialty things.  I miss Tom's buddy in the Business, Gordon. He’s now retired; I hope that is 
all.  I sincerely believe Gordon knew every part number for every Mooney when they were at Hayward and 
also after starting the business in Stockton.  Tom and the shop did a tank reseal for me with Norm Smiths 
"Aero Seal", which is a liquid product that is sucked into the cracks by a light vacuum in the tanks.  No 
opening the tanks and so there’s no scraping or even chemical removal; a lot less labor.  It's been over 20 
years as I recall and it is still working.  Maybe it’s not for everybody, but someone should pick up the STC and 
start packaging it again.  I am sure it is just a well known commercial substance.  I also rented a prop from 
Tom, very inexpensively while I waited for delivery of a new one right after the AD came out.  My hub was 
OK, but the blades had been reworked too many times. 

Landing Safety:  "WASTE A MINUTE!"  A GREAT rule!  Extend the downwind maybe 1/4 mile more and make 
it a little wider from the runway, maybe 1/8 mile.  Fewer, or no overshoot turns to final and more time to 
make them that way.  As to "go-arounds," all good advice, but it can be excessive.  Like up here where 

http://www.boldmethod.com/learn-to-fly/aerodynamics/why-does-stall-speed-increase-with-bank-angle/
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runways are long enough for three Mooney landings.  Well, in Socal there was one I made IFR into Norton 
AFB, which was by then, Berdoo International; over 10,000 feet long.  I did put it on the first try.  Always 
remember nose down is more speed and pulling back puts you on the ground faster, but in one big burning 
lump.  Round or square, suit it to conditions and to you.  The various complaints about each can be 
overcome as was mentioned.  But with a Tower there, you may have no choice. Do as they say or ask if an 
"Overhead" clearance is available.  I practiced those at altitude, just as one more thing for an emergency; 
never did a real one.  Also, look at the other runways. If the engine quits on takeoff, a 90 degree turn is 
much more likely to be survivable than a 180.  As mentioned, stabilized is mainly a "Big Iron" item.  At times, 
good for all.  But a proper turn well done may also be stable.  The military is different, but people may be 
shooting at them and they land a lot of planes in a short time.  Also think of Ag pilots, needing to fill the 
hoppers rapidly.  Just whatever you do, do it right and don't stall.  I can say I have never stalled except on 
purpose in training, but I may come in a little hot and long.  But, even an A-36 would be hotter and longer. I 
don't think I have slowed anyone down too much. 

Hot starts!  Cold Starts!  Somewhat alike, may be difficult.  One winter day after sneaking in thru the pass 
from the east at Sun Valley, Idaho, getting going in the morning was tough.  Give the battery a break, let it 
rest between tries.  I now have a factory "Reman" as we used to call them.  It came with a lightweight 
starter.  That spins the engine much faster than the old Delco.  So hot and cold starts are easy.  If you still 
have the old type, consider a change.  Spreading water around the engine was mentioned.  Living in high 
desert, I never did this, but after every landing, a retired Pan Am Captain friend hooks his shop vacuum up to 
the oil filler of his Bonanza for a while.  He says it pulls out the water vapor, giving longer life.  The folks at 
Belvoir Publications had heard of doing that, but they don't bother, even in Florida.  Suit yourself. 

There was an ad for the Sight level.  I thought about it way back when those first appeared, but didn't get 
one.  I've never felt deprived in not having one.  Again, suit yourself. 

One crucial suggestion remains, more like an order!  Buy Martha's book!  "Unusual Attitudes." Sporty's has 
them.  Sure, I've read all her columns in "Flying", but this is a handy compilation to keep  around.  Some 
stories are humorous, others bitter sweet. I knew a couple of the people who went west.  It is worth having. 
She gets only a small royalty, if any, so I am not trying to make her rich.  She is a great young lady. We have 
only met once, but do E-Mail some.  I knew her late ex, Ebby Lunken, pretty well.  Poured Amoco White Gas 
into his Ferrari at the 12 hour race at Sebring, FL in 1957.   Where has the time gone?  But I don't FEEL old! 
Lin M  

One last item as long as I am bugging you guys 
with emails. This coming June 1, I will be 
starting my world circumnavigation in my 
M20K, following Amelia Earhart's route. June 
1, 1937 was when she set off on her  attempt 
to circumnavigate the Earth. Mine will be 
exactly 80 years later.  You can check out my 
page on Facebook. See 
http://facebook.com/ameliaearhart80 

Brian Lloyd 

http://facebook.com/ameliaearhart80
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Lake Aero Styling & Repair “LASAR”  
“Serving your Mooney needs since 1975” in Lakeport, CA 

www.lasar.com    

 Office or Service: (707) 263-0412    accounts@lasar.com  

 Parts: 707 263-0581, (800) 954-5619   Parts-Mods@lasar.com 

  

A pilot lives in a world of 
perfection, or not at all. 

http://www.lasar.com/
mailto:accounts@lasar.com
mailto:Parts-Mods@lasar.com
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Mooney Stabilizer Trim Safety Alert 
By Lee C. Fox, CFII, MAPA Safety Foundation 

Have you ever flown your Mooney when it is slightly out of trim?  Not fun.  Now imagine flying it with the 
trim in the full nose up position… and it is jammed!  This has actually happened to a few Mooneys.  The 
stuck trim ranges all the way from an annoying momentary binding to at least one case where the trim was 
hopelessly jammed.  Most ended well enough, but one recently resulted in major damage.  A well-known 
Mooney Service Center guru says he sees two or three of these a year and has actually had the trim jam on 
him in flight.  This seems to be more prevalent with the nose-heavy K models, but it can also happen to the 
earlier models.  Later models come from the factory with an improved “jam proof” trim mechanism.  But 
virtually any plane with trim has the potential for various trim malfunctions.  First, we’ll look at the full nose-
up jammed trim and then deal with some other trim problems you may encounter. 

What causes this in the first place?  New Mooney Service Bulletin M20-325 and Service Instruction M20-88A 
describe the cause and remedy in detail.  Briefly, two flat surfaces (the trim indicator follower “nut” and a 
trim limit stop nut) come into contact and jam together, similarly to two jam nuts being tightened into each 
other.  Any grease or oil that may have been on these surfaces at one point, can disappear over time in 
normal operation.  The approved fix is to install redesigned parts from Mooney that have convex or 
“stepped” surfaces. 

How could you get into this situation?  Here are three possible scenarios when you might discover the 
untimely jammed stab trim: 

1) A last-second go-around 

2) A runaway trim that is not arrested until it hits the stops 

3) Failing to reset the trim before takeoff 

What’s a pilot to do? 

Jammed Stabilizer—full nose up:  The faster the plane 
goes, the more forward elevator pressure will be 
required. So, slow down as much as possible because 
this force can be considerable.  Lower the flaps (takeoff 
or landing setting as appropriate), fly with the gear up, 
and use the least power needed. There is no need to 
climb quickly unless you have obstacle or terrain issues.  
Try to break the jammed trim loose by “shocking” the 
trim wheel smartly with as much nose down force 
(front of trim wheel towards the floor) as you can, but 
don’t forget to fly the plane.  Declare an emergency!  
Pick a suitable airport (a longer runway is better).  
Configure normally for landing and fly a stabilized 
approach in the 1.2 to 1.3 VSO speed range.  A slightly 
steeper than normal glideslope will also help.  Slowly 
retard the throttle when landing is assured. Flare, and 
touchdown normally. 

Jammed Stabilizer—mid position:  Not as critical as the full nose up jam previously discussed, but it will still 
get your attention.  It could be caused by a mechanical failure, a foreign object (rag, pen, flashlight, seat 

Nose Up Stop Limit Nut 

http://themooneyflyer.com/pdf/M20_325_88A.pdf
http://themooneyflyer.com/pdf/M20-88.pdf
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belt, or ice) getting lodged in the mechanism.  Turn off the Elevator Trim and Autopilot.  Apply a moderate 
amount of manual trim in the direction opposite to that which caused the jam in the first place and consider 
jostling the plane in an attempt to dislodge foreign objects.  (Don’t get overly aggressive—remember the Air 
Alaska MD-80 that tried to fix a stab trim problem rather than landing.)  Land as soon as practical.  If the out-
of-trim condition is causing problems controlling the aircraft, declare an emergency.  Consider a no-flap 
landing, adding 10 knots to VREF, if the trim is 
jammed nose down. 

Runaway Trim:  Grab the trim wheel to stop the 
motion.  The trim motor clutch will slip allowing 
you to restrain the wheel.  Turn off the Elevator 
Trim switch and disconnect the Autopilot.  Some 
airplanes have a Trim Circuit Breaker that you can 
pull.  Use manual trim. 

Be sure to always check the trim position prior to 
takeoff.  An improperly set nose trim can make 
pitch control very challenging.  Excess nose down 
trim will make rotation difficult and can result in 
porpoising on the runway and a possible prop 
strike.  Excessive nose up trim will make it difficult 
to keep the climb attitude and airspeed under 
control. 

You can check your Mooney’s trim system 
yourself to see if it exhibits any tendency to 
stick.  On the ground, run the trim to the full nose 
up position and then back slightly to see if there is 
any binding tendency at the stop.  Then, run it to the 
stop again and give it “a little extra” with the manual trim wheel 
to see if it exhibits any tendency to stick.  Even better, seriously 
consider having your friendly neighborhood A&P or MSC 
perform Mooney Service Bulletin M20-325. 

Also, consider getting with your CFI to explore the flight 
characteristics of a badly out-of-trim Mooney and how to deal 
with the challenge.  Hopefully you will never experience any 
trim problems, but it is better to be prepared and know what to 
do, rather than trying to figure things out “on the fly” and under 
duress.  A well-prepared pilot is a safe pilot.  

Trim Indicator Follower Nut 

An airplane might 
disappoint any pilot, but it'll 
never surprise a good one. 

https://www.youtube.com/watch?v=Tz25o8Oj6_Y
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California Turbulence 

by Delia Colvin 

In California we have some of the best flying weather in the country. But we also have 
some of the greatest hazards. Turbulence accounts for nearly 50% of the accidents I’ve 
investigated. Unfortunately, it often goes unforecast in California. So being able to 
recognize and identify potential turbulence is vital to your health. Fortunately, there are 

some great tools at hand that make conditions easily recognizable.  Here we’ll talk about California 
turbulence and how to recognize it.  

Santa Ana Winds 
In southern California, especially in the winter time, we get a high pressure system that develops over the 
great basin. When you see this, watch for the circulation in the Palm Springs area. If the wind is about 
twenty knots and from the east, you can expect winds of 80-100 knots in the eastern Los Angeles basin.  This 
is because the wind eddies through the mountain pass, warming and increasing in speed until it reaches the 
Los Angeles Basin. 
There are rarely any aviation forecasts for the Santa Ana winds until we receive the first urgent pilot report 
of severe turbulence. Typically, that report comes from near San Bernardino and spreads west.  Watch for 
high pressure over the great basin in the winter time and winds at Palm Springs, current or forecast, at 20 
knots from the east. 

Mountain Flying 
With elevations that climb from sea level to 14,000 feet and back down to near sea level, the potential for 
mountain wave, mechanical turbulence and strong updrafts/downdrafts are key to your safety.  To identify 
this potential, look at the wind forecast between 
12,000 and 18,000 feet. If the wind at those altitudes is 
coming from the northwest, west or southwest, (which 
it almost always is), and at 25 knots or more, you have 
the potential for severe conditions in the mountains 
and on the eastern side of the mountains.  In fact, one 
of the fatal accidents I investigated years ago involved 
a man with a tremendous number of safe hours flying. 
He flew through Tehachapi pass to Bishop. The wind 
was out of the west at nearly 40 knots at 12,000 feet.  
The mountains just west of Bishop are between 
12,000-14,000 feet and then plunge nearly straight 
down 10,000 feet.  The pilot had landed at Bishop an 
hour earlier without incident. However, when he 
departed, he encountered the downdrafts and eddies 
and crashed immediately with enough force that his 
ELT was destroyed. 
Identifying potential turbulence is vital and one of the 
most difficult hazards to predict or identify. You can't 
see it on satellite and there are very few tools that 
measure turbulence.  Enter the VAD winds and one of 
my favorite tools. It’s available at 
http://www.pilotsandweather.com//ssr.html.  Scroll to 
the bottom of the page and on the right side of the 

http://www.pilotsandweather.com/ssr.html


The Mooney Flyer Volume  6   Number 1 January 2017 

 

Page 14 

 

page you can select the location you prefer.  VAD 

V=Velocity (speed) 
A=Azimuth (horizontal) 
D=Display 

The VAD wind profiles are displayed at all Doppler Radar sites. It measures wind speed and direction with 
every sweep (7-10 minutes) and begins just above surface elevation all the way to 50,000 feet.  You’ll need 
to be able to read the wind barbs, but other than that, it is fairly straightforward.  In the chart above, you’ll 
notice that the winds are named for the characteristics they bring to the area. For instance, a southerly wind 
in the U.S. would bring a warm, moist air mass, while a northerly wind would bring a cold, dry air mass.  

How to read the VADs Profile:  

Across the bottom is the time. You’ll notice a 5-10 minute change. That’s based on the 360o rotation of the 
radar dish.  The far right would be the most recent wind.   Along the left, the numbers represent thousands 
of feet.  The numbers begin just above the surface elevation. Here, they begin at 2,000 feet. BMG airport 
elevation is approximately 1,600 feet.  ND indicates that no winds are detected.  Any of the wind barbs blue 
to green indicates that the winds are 
reliable. Yellow is less reliable. Red is 
unreliable. You might see red if a leaf 
was picked up on radar.   Swirls in the 
winds, or dramatic changes in 
direction or velocity would be cause 
for warning.  Here at 3,000 feet the 
wind is consistently 35 knots and 20 
knots at 2,000 feet. There is quite a 
change in direction when you get up to 
around 9,000 feet. You are probably 
going to experience turbulence there.  

Often, a major change in wind 
direction on the VADs will indicate 
cloud bases and tops.   

In California, I would look at several 
VAD winds on either side of the 
mountains to get a real feel for what’s 
happening. But remember, it is also 
important to look at the forecasts to see what is coming your way. 

Delia Colvin is an FAA Safety Rep, a former air traffic controller and quality assurance evaluator for flight 
service. She is also an international bestselling author and teaches online courses in aviation weather. To 
learn more about her courses go to www.fly-rite.com.  

  

http://www.fly-rite.com/
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How To Report Turbulence “Correctly” 

Light Chop Slight, rapid, and somewhat rhythmic bumpiness without any noteworthy changes in 
altitude or attitude. Imagine this as driving a boat over a small wake and the kind of 
small, rhythmic bumps you might expect. 

Light Turbulence Momentary, slight erratic changes in altitude and/or attitude. You might feel a slight 
strain against your seat belt or shoulder straps. While small unsecured objects might 
become dislodged, it'd be easy to walk around the cabin with little or no difficulty. 

Moderate Chop Moderate chop is similar to light chop but more intense. It consists of consistent 
bumps or jolts, with little to no change in altitude or attitude. It feels like driving a boat 
across white caps on a windy day. 

Moderate 
Turbulence 

Changes in altitude/attitude occur, but the aircraft remains in positive control (in your 
control) at all times. You'll feel a definite strain against seat belts or shoulder straps. 
Unsecured objects will become dislodged and walking will be difficult. 

Severe Turbulence Large, abrupt changes in altitude or attitude will occur. The aircraft may be temporarily 
out of control. Walking is impossible and occupants will be forced violently against 
their seat belts. It's caused messes like this on commercial aircraft: 

Extreme 
Turbulence 

The aircraft is violently tossed about and practically impossible to control. Extreme 
turbulence might cause structural damage or even break apart the airframe. The 
airplane below flew into a squall line and experienced extreme turbulence, resulting in 
a mid-air break up. 

Frequency reporting is as follows: 

1. Occasional - Less than 1/3 of the time. 
2. Intermittent - 1/3 to 2/3 of the time. 
3. Continuous - More than 2/3 of the time. 

 

  

Do not spin this Mooney. If the aircraft does enter a spin it will 
return to earth without further attention on the part of the pilot. 
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Point vs. Counterpoint – Pre-Buy or Not Pre-Buy 

  
OK, this question 
is a no-brainer.  

You must perform 
a Pre-Buy. 

For once, we agree.  
You must perform a 

Pre-Buy.  But the 
question is by whom? 

 

You are crazy if you don’t 
go to a quality Mooney 

Service Center.  There are 
too many items unique to 

Mooneys and only a 
qualified MSC knows what 

to look for. 

I completely disagree. Get 
a copy of the Pre-Buy 
Checklist  from LASAR, 
(CLICK HERE) and bring 

that to any good A&P/IA. 
A good A&P is better than 

a mediocre MSC. 

Of course you need to select a quality 
MSC.  Top Gun Aviation, LASAR, Oasis, 

and Maxwell are the best.  But I 
disagree with your checklist only.  

Mooney knowledge is gained through 
years of experience.  A good MSC will 
find discrepancies not written in any 

checklist. 

Final thought: A good Pre-
Buy is a good chunk of an 

Annual, so if the pre-buy is 
satisfactory, pay to finish it 
with an Annual.  You’ll have 
12 months before the next 

annual, saving time & money 
to fly. 

http://www.lasar.com/sales/checklist.asp
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You paid a lot of money for your Mooney. So, why is it so hard to start one day and so easy 
the next?  It depends on the weather conditions; extreme heat and cold. Those difficult 
“conditions” are different for carbureted and fuel injected engines. 
 

 

 
Carbureted Engines: Hard to Start  in the Cold 
If you have a carbureted engine and you want to fly your aircraft on a cold day, you know that it 
can difficult to start. You prime the engine, and start cranking. Then, you crank it again and again,  
while observing the starter limits, of course. But, the engine still doesn't want to start for you. 
For the majority of carbureted engines, cold starts are the most difficult. And it's because of the 
way these engines are primed. 
 
 
 

Why is My Engine so 

Hard to Start? 
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It depends on the engine, but many carbureted engines only prime one cylinder. So when you start cranking 
the engine, only one cylinder has close to the right amount of fuel to fire up and get the engine running.  

 
Another problem is fuel atomization. When you're starting a cold carbureted engine, the fuel/air mixture 
isn't always very accurate. This means the fuel/air mixture that's reaching the cylinders isn't the optimal 
recipe for getting the engine started. 
 

So what's the solution for getting a cold carbureted 
engine going? There isn't a perfect one, but getting the 
engine warmed up can help. Putting on an engine pre-
heater, or pulling the aircraft into a heated hangar will 
(slowly) warm up the engine. The warmer the engine, 
the better the fuel will atomize. 
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Companies like Tanis make engine preheaters. If you 
have your Mooney in an unheated hangar, this may 
be your answer to cold weather starts. 

 
 
 
 

Fuel Injected Engines: Hard to Start in the Heat 

 
 
Where carbureted engines fall short in the cold, fuel injected engines have their problems in the heat. That’s 
because of something called vapor lock. 
AvGas is fairly volatile, which means when it's heated up, it changes from a liquid to a gas. 
 
When that happens, the fuel pump isn't able to effectively do its job. Fuel pumps can easily pump liquid, but 
when it comes to vapor, it’s not so easy. It’s almost impossible for it to pump vapor through a tube.  
 
So when does vapor lock happen? Typically, after the engine has been running, and you shut it down after 
landing. 
 
When you look at the location of fuel injector lines on a fuel injected engine, they're typically on top of the 
cylinders. So when you shut down a hot engine, that engine heat rises and heats up the fuel lines. 
Consequently, it vaporizes the fuel in the lines.  
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When you have vapor lock, the only solution is to pump a bunch of fuel through the lines, typically with a 
boost pump, and push the vaporized fuel out of the lines. But that may put you in a flooded engine 
situation. 

 

How do You Know when the Line is Clear of Vapor? 
Since there's no way to know exactly when the vaporized fuel has been purged from the injector lines, it's 
easy to flood the engine in the process. Flooded engines can be tough to start, and pose the possibility of 
an engine fire during the start. 
 
You won’t flood the engine if you place the mixture control to “Idle/Cutoff” and then turn the boost pump 
ON for 10 – 15 seconds. This will allow fuel to go as far as the mixture control, but not to the “spider” and 
further into the fuel ejector lines. 
 
So what's the best solution for vapor lock? If you're going to "quick turn" an airplane after you land, get the 
engine cool by opening the cowling oil door to let the heat escape. While it may not be the best ventilating 
option, every little bit of cooling helps when you're getting ready for your next engine start. 
 
Knowing the common problems for engine starting on both carbureted and fuel injected engines is half the 
battle. 
If you know the background of an engine start, chances are you'll have a much easier time when you next 
“crank” the starter in your Mooney.  

The “Spider” 

I've never seen an airplane yet that can read the 
type ratings on your pilot's license. 
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Fly The San FranciSco “Bay Tour” 

by Phil Corman 

 We live in, perhaps, the greatest 
state in the country for flying.  
Why, you ask?  We have options.  
Fly the north coast, central coast 
or southern Cal coast.  Each is 
beautiful and each is unique.  

Looking for mountains?  Try the San Gabriels around LA, 
the Trinity Alps west of Redding, or the Sierra Nevada from 
Oregon to the Tehachapis in the south.  Want volcanos?  
Try Mount Shasta and Mount Lassen.  Deserts?  The 
Mojave seems to go forever and, though boring on the 
freeway, it is spectacular from a Mooney.  Finally, if you 
want to fly high, go over the Sierra or land at Lake Tahoe, 
Truckee, Mammoth, or Big Bear, to name a few. You can 
also go to Furnace Creek and land below sea level.  The 
best part is you can do all of this in a fraction of the time 
that it would take in an automobile. 

My favorite aerial tour is the San Francisco “Bay Tour”.  It includes natural and man-made wonders as well 
as Class D, Class C, and Class B airspace.  It sounds intimidating, but it is anything but.  You only need to have 
1) Good radio technique, and 2) Fly headings & altitudes as directed.  If you do that, you will be rewarded 
with spectacular scenery that only us GA pilots can see. 

Entering from the south is the most enjoyable for me.  I call up San Jose Tower, or NorCal Approach, south 
of KSJC.  I give my position, usually 10 south, and at an altitude that I want for the tour; ideally 2500’.  Radio 
request is “Mooney N2530, 10 south SJC, 2500’, request San Francisco Bay Tour”.  I get a squawk and I’m off 
to the races. 

NorCal will almost always keep you west/south of 101.  Flying there, you will pass Moffett Field (NASA), then 
Palo Alto (KPAO), followed by San Carlos (KSQL), and then 
KSFO!  The bay is off your right wing and the Pacific is off 
your left wing. 

As you approach San Francisco, NorCal will free you up 
from their control.  If they ask for my intentions, I tell 
them that I’d like  to fly over the City, Alcatraz, and the 
Golden Gate, while remaing below Class B. NorCal may 
keep you on a squawk if you intend to return through 
Bravo, but for me, I have a better plan. 

http://www.airnav.com/airport/KPAO
http://www.airnav.com/airport/KSQL
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After tooling around the bay, head over the Golden 
Gate for the Pacific and follow the coast southeast. 
You will need to avoid some edges of Class B that 
have floors of 2,100 and 1,500’, but that is not a  
problem on a clear day.  Say goodbye to San 
Francisco and hello to the coast as you are now 
enroute to Half Moon Bay (KHAF), pictured to the 
right.  This is an amazing place to put down after 
your exhilarating Bay Tour.  After landing, do not 
taxi to the midfield transient parking.  Taxi all the 
way to the south end of the field.  There you’ll find 
another transient parking area and it is located next 
to the town.  The town is full of good eateries and 
some shops for your co-pilot.  After eating, wander 
out to the fishing boats and take home the fresh 
catch of the day. 

Up for more adventure and stunning aerial views? 
Depart Half Moon Bay and turn south towards 
Monterey.  Remain below 4,000’ until you pass an 
edge of Class B.  Or, stay at a lower altitude.  If you are 
airborne between December and March, edge out 
over Monterey Bay and look for whales.  An easier way 
to spot whales is to find boats that are circling.  That’s 
a dead giveaway that there are whales nearby.  As you 
near the KMRY Class C, don’t forget to give them a call 
before entering. 

If you have time, drop into KMRY and park at 
Monterey Jet Center.  If you buy a little 100LL, they will 
loan you a Crew Car at no cost.  It’s a 10 minute drive 
to Fisherman’s Wharf and Cannery Row.  If you have 
time, try their world class Aquarium. 

You live in the greatest GA state in the country.  Do 

yourself a favor and give this aerial tour a spin.  

  

http://www.airnav.com/airport/KHAF
http://www.airnav.com/airport/KMRY
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Request “The Bay 

Tour” south or 

east of San Jose 

Class C from 

NorCal Approach.  

They will most 

likely clear you at 

2500’ or 3500’ 

MSL, so try to be 

close to one of 

those altitudes.  

NorCal will clear 

you south/west 

of Highway 101 

all the way to 

KSFO.  Then they 

will vector you a 

little.  As you 

approach the 

Golden Gate, 

they will cut you 

loose to fly over 

the bay, Alacatraz, Angel Island, etc.  Head west to the Golden Gate, remain clear of Class B and head to Half 

Moon Bay for some fresh seafood.  

Do not let yourself be forced into doing anything 
before you are ready. 
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http://www.weepnomorellc.com/
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Send your questions for Tom to TheMooneyFlyer@gmail.com 

Question: You have been working on Mooneys  for many years.  I wonder if you have a perspective on 
“What Mooney parts or systems would you have designed differently?”   

Answer:  I find that question very interesting.  Since they have been in production for over 60 plus years, 
each year they have made improvements that I generally agree with. I believe with the Ovation, they 
reached the point where there is just about nowhere to go. I won't consider avionics, since that is a never 
ending process. However, with the airplane, it is always about improving performance and speed, and they 
have done that. I once considered putting a small jet engine in a 231, but it wasn’t feasible, especially since I 
had no money to start the project. 

The one area I would have tried to improve is the basic indicating systems; CHT, oil press, fuel press, etc. 
Mooney kept changing the systems to more expensive parts and instruments. Since 1978, this has been a 
huge problem, increasing costs for owners and shops. Mooney would put in expensive systems and then 
change it every couple years. The older systems became obsolete, becoming very costly to repair or 
upgrade. The two most costly items were fuel and oil pressure. Mooney used transducers,  trying to keep 
fuel and oil out of the cockpit, but at a very high cost. Another change I would have done, is to go to 
electronic ignition when it became available. It’s much better than the standard magnetos. I  would also 
have the engineers design a landing gear actuator that would lower the gear in emergency mode, no matter 
which part had broken in the actuator. Although I have changed hundreds of No-Back Clutch springs, that 
wouldn't matter if you could lower the gear in an emergency, even when the spring breaks. 
 

Question:  Why do Mooney tanks leak more than those in other airplanes? 

Answer:  The "wet wing" fuel tank system has some big benefits. Mainly, they weigh less and have more 
capacity then bladders.  Most small single/twin aircraft have some form of metal or bladder tank, which 
adds weight. Since Mooney has always been about speed, the weight factor is huge. The Mooney wing has 
lots of rivets and each has to be tight and sealed. Remember, there are no tanks, Mooney just seals the 
actual wing skin. I am pretty sure the actual cost during construction is a lot less than bladders. My first 
experience with the Mooney sealant was in the Air Force. The B-52 wing tanks were “wet wing” and used 
the same sealant. I also believe, that through the years, the oil companies were changing "blends" and the 
sealants had to be upgraded to adapt. That being said, I believe the biggest factor is when a Mooney is not  
hangared and constantly exposed to the sun. The heat will dry the sealant and over time, the flexible wing 
will crack the sealant or pull it loose from the metal. The most common leak we have, is under the wing 
walk. When you get in your airplane, you’ll  notice that the wing plate will flex a little. Obviously, the weight 
moving the metal is a problem, as it cracks the nut plates. The design of the landing gear also contributes to 

mailto:TheMooneyFlyer@gmail.com?subject=Question%20for%20Tom%20Rouch
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tank leaks, since the gear is mounted to the main spar and the simple "donut" shocks are not quite as shock 
absorbing as hydraulic struts, especially when the "donuts" get old and hard. 
I might add that when I was working on B-52s, we refueled immediately after landing to a standard fuel 
load. This kept wet fumes in the tanks and fuel leaks were not a big problem. However, we used jet fuel, 
which is less "detergent" then Avgas. We could crawl inside the B-52’s wing to apply the sealant. I wish it 
were that easy on a Mooney.   

A pilot who says he has never been frightened in an 
airplane is, I'm afraid, lying 
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FlightBox ADS-B Receiver -  

You probably know that an ADS-B receiver can make flying 
safer and more efficient by providing real-time weather, 
traffic, TFRs, and other flight data to your Apple or Android 
tablet. You probably also know that most of the ADS-B 
receivers on the market are quite expensive. FlightBox is 
different. FlightBox is an ADS-B receiver based on the 
popular Stratux open source project. FlightBox is built from 
off-the-shelf hardware and free software, making it much 
less expensive than proprietary ADS-B receivers. FlightBox 
is shipped fully assembled; just power it up and fly. 

 FlightBox supports all of the most popular aviation 
apps, including: ForeFlight* (iOS), WingX Pro (iOS), 
FltPlan Go (iOS, Android), and FlyQ EFB (iOS, 
Android).  

Available at MyPilotStore.com 

http://www.mypilotstore.com/mypilotstore/sep/11204?utm_source=120816&utm_medium=Email&utm_campaign=holiday&utm_term=11204
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FAA International Flight Plan Implemenation 

Pushed to Early Spring  

Transition to the International Flight Plan format by 
the FAA Flight Service Stations* will occur in early 
spring 2017. All civil IFR and VFR flight plans filed 
with Flight Service will be required to use the new 
format. Additionally, in cooperation with 
NavCanada, all VFR flight plans to Canadian 
destinations will use the international format, 
bringing the United States in line with international 
aviation standards.  

Flight Service is working with vendors of the Flight 
Service operating systems - Harris, Leidos 
(Lockheed/Martin), and CSRA, to modify their 
software for exclusive use of the international 
format. Formal testing of the operating systems will 
begin in mid-January. Upon successful completion 
of testing, the specific implementation date will be 
announced at least 30 days in advance. Detailed 
instructions for FAA Form 7233-4 and simplified 

guidance on how to complete an international flight plan are available at www.faa.gov/go/flightservice. 

AOPA’s ADS-B 

Poll 
In December 2016, AOPA asked: 
“When do you plan to comply 
with the 2020 ADS-B Out 
mandate?” 
50% of the aviation community have 
either complied or plan to NEVER 
comply. That’s about 35% who have 
already equipped and the “NEVER” 
group at 15%. 
 
25% will “get on it” in 2017 
(14.7%) or 2018 (9.6%).  
 
Over 25% of GA owners are 
willing to take their chances with 
the backlogs of installs at the 
avionics shops. 13.2% in 2019, and 
12.6% content with 2020.   

Prepare for the unknown, unexpected and inconceivable … after 50 years of flying 
I'm still learning every time I fly.  Gene Cernan 

http://www.faa.gov/go/flightservice
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Contact Dave at daveanruth@aol.com or (352) 343-3196, before 
coming to the restaurant, so the group can have an accurate count. 
January 14: Leesburg (KLEE).  Will will be fed by EAA Chapter 534.. 
February 11: Bartow (KBOW), Nivis Landing 
March 11: Fort Pierce (KFPR), Tiki Restaurant 
April 8: New Smyrna Beach (KEVB), Lost Lagoon Grill 
May 13: Flagler (KFIN), High Jackers Restaurant 
June 10: Sebring (KSEF), JR’s Runway Cafe 
July 8: Williston (X60), Pyper Kub Cafe 
August 12: Lake Wales (X07), Shuttle to TBD Restaurant 
September 9: Lakeland (KLAL), Hallback’s Bar & Grill 
October 14: Flagler (KFIN), High Jackers Restaurant 
November 11: Vero Beach (KVRB), C.J. Cannons Restaurant 
December 9: Punta Gorda (KPGD), Skyview Cafe 

The Mooney Flyer Fly-Ins 

March 7-12: Loreto, Mexico (MMLT) – Fly to Baja Mexico with fellow Mooney pilots and stay at La 
Mision resort, or another hotel of your choice.  Enjoy Loreto.  Take an optional flight to San Ignacio for a 
worldclass whale trip.  More details later.  We will walk you through how to do this flight and return.  
You can even meet us in San Felipe and go through the simple entry procedure with us. 

 

March 17-18: Spring Training Baseball & BBQ (Seattle v SF Giants): Goodyear, AZ (KGYR). Fuel and 

Hangar discounts. 3/17 Afternoon: Presentation by Ryan Reeves, Gen. Mgr Lux Air, about the 
Goodyear Airport’s 75-year history.  Tour the German Air Force training; Lufthansa training fleet, and 

dozens of airliners parked in the desert.  3/18: 1:10 pm  Seattle Mariners v. San Francisco Giants at 
Peoria Stadium 16101 N 83rd Ave, Peoria, AZ 85382 (tickets at the door, 

or http://m.mlb.com/mariners/tickets/spring/index)  

6:00 pm,  BBQ at the home of Mooney owner Jeffrey Lawrence. 
Hosted by Jeff Mirsepasy (Cell: 206 679 6477 Email: jeffmirs@gmail.com) 

  

 
Register 

 
Register 

February 10-12: Fort Meyers, FL (KFMY) 
April  7-9: Santa Maria, CA (KSMX) 

All Meetings at 11:30am 

http://www.airnav.com/airport/KLEE
http://www.airnav.com/airport/KBOW
http://www.airnav.com/airport/KKFPR
http://www.airnav.com/airport/KEVB
http://www.airnav.com/airport/KFIN
http://www.airnav.com/airport/KSEF
http://www.airnav.com/airport/X60
http://www.airnav.com/airport/X07
http://www.airnav.com/airport/KLAL
http://www.airnav.com/airport/KFIN
http://www.airnav.com/airport/KVRB
http://www.airnav.com/airport/KPGD
http://www.airnav.com/airport/KGYR
http://m.mlb.com/mariners/tickets/spring/index
mailto:jeffmirs@gmail.com
http://www.123contactform.com/form-2369748/Loreto
http://www.123contactform.com/form-2333131/Goodyear
http://www.airnav.com/airport/KFMY
http://www.airnav.com/airport/KSMX
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Sirius XM Aviation Receiver 
Pilots using the industry leading ForeFlight Mobile App can now 
access SiriusXM Aviation weather. You won’t have to worry about 

the limitations of ground-based ADS-B, plus you’ll get critical 
features ADS-B doesn’t offer. The SiriusXM SXAR1 Aviation Receiver 

easily connects via Bluetooth® to your iPad® or iPhone®.To get flying with 
SiriusXM weather on your ForeFlight app, purchase an SXAR1, download the latest version of the ForeFlight app, 
and subscribe to the SiriusXM Pilot for ForeFlight package. 

We are big fans of ADS-B FIS-B Aviation information, but here is a comparison of trade-offs: 

SiriusXM Aviation weather and 

entertainment services are 

available on the portable aera* 

510, 560, 796 and GPSMAP* 

696 using the optional GXM™ 

42 SXM receiver. SiriusXM 

services are available using the 

GDL* 69/69A receiver for 

compatible Garmin certified 

avionics like the GTN™ 

750/650 touchscreen navigator 

series and the G3X Touch™ for 

LSA/Experimental Aircraft 

installations. 

The SXAR1 Receiver retails at 

$699, but we have seen it as 

low as $499  

When a flight is proceeding incredibly well, 
something was forgotten. 
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Mooney Instructors Around the Country 

 

 

 

 

 

Arizona 
Jim Price (CFII, MEI, ATP). Chandler, AZ 

(KCHD). 480-772-1527. 
JasPriceAZ@gmail.com Proficiency training 
and IPCs. Website: www.JDPriceCFI.com.   
 

Ken Reed (CFI, CFII, MEI, ATP), Tucson, AZ. 520-370-
3693. Owns M20K and has previously owned an M20C, 

M20F & M20M. kr@klrdmd.com 
 

Boris Vasilev (CFI, CFII, MEI, AGI), Phoenix Area.  
602-791-9637, freedomflightservice@gmail.com.Time in M20C through M20R models. Private commercial 
and instrument training, BFR's, IPC's, and FAA Wings. 
 

California  
Geoff Lee, San Martin, CA. 69050@comcast.net.  CFII, 11,000+, Mooney Rocket owner. Teaching since 

1969. 
 
Don Kaye (Master CFI) Santa Clara, CA. (408) 249-7626, Website: www.DonKaye.com. Master CFI. 
PPP Instructor, MAPA, 8 years; Owner: M20M. Total: 10,265; Mooney: 8454; Instruction: 5641 
 

Chuck McGill (Master CFI) San Diego. CA 858-451-2742, Master CFI, MAPA PPP Instructor, M20M, M20R, 
M20TN, Website: Click Here. Mooney: 6000; Total: 13,000 
Instruction: 9800 
 
Rodrigo Von Contra, Oakland. CA. (510) 541-7283, Rodrigo@vonconta.com.  Sets record in a Mooney. 7,000 
hrs. CFII & Gold Seal; Garmin (including G1000) training; Ferry flights (experience in Central & South Amer) 
transition training & Aircraft Mgmt; Owner: M20J/Turbo Bullet 
 
George Woods, Woodland, CA (O41). (530) 414-1679, georgemichaelwoods@yahoo.com. 
 Fixed wing CFII, Multi-Engine, Helicopter, Glider & Gyroplane CFI. Owns Mooney Rocket.  
 
Paul Kortopates, San Diego Area. (619) 560-8980, Kortopates@hotmail.com. PPP Instructor, MAPA; Owner: 
M20K/252. Total: 2500; Mooney: 2000 
 
Mike Jesch, Fullerton, CA. (714) 588-9346 (e-mail is best), mcjesch@pacbell.net. Total: 20,000 
Instruction: 1500, FAASTeam Lead Representative, Specialites: Airspace, Garmin 430/530, Proficiency flying; 
Wings Program, VP Pilot's Asso. Master CFI for ASME, IA. 

 
Colorado  
Chad Grondahl, Colorado Springs (KCOS), chad@sundhagen.com. 
CFI, CFII, MEI & ATP, Mooney owner (M20F) and FAA Gold Seal Flight Instructor specializing in 

transition and proficiency training, mountain flying, flight reviews, IPCs, turbocharged aircraft checkouts, 

mailto:JasPriceAZ@gmail.com
http://www.jdpricecfi.com/
mailto:kr@klrdmd.com
mailto:freedomflightservice@gmail.com
mailto:69050@comcast.net
http://www.donkaye.com/
http://www.safeflightintl.com/about.html
http://www.iflightplanner.com/FlightInstructors/Instructor.aspx?PID=7993
mailto:Rodrigo@vonconta.com
http://www.sfgate.com/bayarea/article/Pilots-set-Oakland-Mojave-Desert-flight-record-3297228.php
mailto:georgemichaelwoods@yahoo.com
mailto:Kortopates@hotmail.com
mailto:mcjesch@pacbell.net
mailto:chad@sundhagen.com
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ferry flights, and air-to-air photography of your Mooney. Experience: 4,500 hrs TT - 1,800 hrs Dual Given - 
750 hrs in Mooneys (most models).  
 
Ben Kaufman, Fort Collins, CO. (KFNL). (CFI/CFII) – (801)-319-3218 - bkaufman.mba@gmail.com.   
 

Connecticut  
Robert McGuire, Durham. Cell: 203-645-2222, rmcguire007@hotmail.com. MAPA Safety 
Foundation Instructor; founding partner, Aero Advocates Aviation Consultant. Total: 6500; 
Mooney: 5000 

 
Winslow Bud Johnson, smgemail@aol.com, 203-348-2356. Bud specializes in teaching in the M20K and has 
logged more than 1,500 hours in that aircraft. 

 
Florida  
Mike Elliott Tarpon Springs. (CFII) Master CFI. 317-371-4161, mike@aviating.com. Quality 
instrument & commercial instruction, transition training, ownership assistance, plane 
ferrying. Mooney: 1600; Instruction: 600 

  
Ronald Jarmon, Panama City. (850) 251-4181. IAELLC@gmail.com. Total: over 7000. WILL TRAVEL!  Will 
accompany customer out of Country, ferry flights, mountain flying, avionics training, Garmin Products. Total: 
over 7000. Web Site: IslandAirExpress.com. 
 
Robert McGuire, Hawthorne. (203) 645-2222, (Dec – Feb), rmcguire007@hotmail.com. MAPA Safety 
Foundation Instructor; founding partner, Aero Advocates Aviation Consultant. Total: 6500; Mooney: 5000 
 
Ted Corsones, Naples. tedc@corsones.com, 239-263-1738. Total: 7500, Mooney: 4500, Instruction: 2000+. 
ATP & MCFI for MEL, MES, SEL, SES, Instrument Airplane & Glider. Master Instructor Emeritus. He serves 
with the MAPA Safety Foundation as an instructor, treasurer, and chief financial officer.  

 
Georgia  

Jim Stevens, Atlanta. USAF, Col, (ret), CFII. 404-277-4123. Instrument, commercial, IPC, BFR, 
transition training, ferry flights. 20 year owner of 1968 M20F. Total: over 6000; Instruction:1500 

 
Kansas  
John R. Schmidt, Fort Leavenworth and the Kansas City area. (COL, USAF, Retired). Instrument 
and commercial instruction, transition training, BFR. (913) 221-4937. jspropilot@att.net   

 
Maryland 
George "Brain" Perry, Maryland area (Frederick). Commander, USN, Retired. 
Senior Vice President, AOPA Air Safety Institute. 5000+ hours TT in lots of different aircraft, 
including F-14 and F-18’s. 1000 Hours in Mooneys of all flavors. 1000 hours of dual given. CFII / 

MEI / ATP / 525S. He currently owns and flies a 1999 Eagle M20S and fly about 200.   
George.perry@aopa.org    

 
Massachusetts  
 Ralph Semb, ralph@bowling4fun.com, 413-221-7535. I own and fly a M20S Eagle. 

 

mailto:bkaufman.mba@gmail.com
mailto:rmcguire007@hotmail.com
mailto:smgemail@aol.com
mailto:mike@aviating.com
mailto:IAELLC@gmail.com
http://www.islandairexpress.com/
mailto:rmcguire007@hotmail.com
mailto:tedc@corsones.com
mailto:jspropilot@att.net
mailto:George.perry@aopa.org
mailto:ralph@bowling4fun.com
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Minnesota 
Joe Allen, Minneapolis. jp.allen926@gmail.com, 612-636-5216. I own and fly a M20J and am able 
to provide BFRs and Mooney Instruction. 

 
New Jersey  
Parvez Dara, daraparvez@gmail.com, 732-240-4004. ATP, MCFI SEL/MEL with an advanced 

ground Instructor rating. Parvez has owned a Mooney M20J and a Mooney M20M (Bravo). 

 
New York 
Jack Napoli, Long Island. TT 6,000 hrs & Mooney time 3,000, jacknapoli12@gmail.com , 631-
806-4436. He has been flying since 1965 (before he owned a car) and has over 6,000 hours of 
total flying time including 3,000+ hours in Mooneys. He currently owns a M20K-231. 

 
North and South Dakota 
Doug Bodine, Commercial Pilot/Flight Instructor, Cell 605 393-7112, mei.cfii@gmail.com  I 
am a retired USAF pilot, now working as a commercial contract pilot, so various model 
experience from WWII Warbirds through heavies. I have been flying Mooneys for 12 yrs and 
have a 201. I have been instructing since 1994 and am at about 10,000hrs. I actively instruct 
in tail wheel and turbine as well. I have flown all the common Mooney modifications – 
missile, rocket, screaming eagle, trophy, etc. Even have time in the M22 Mustang. (See also, 

Texas). Total: 9800; Mooney, 1300; IP: 5600/21 years 
 

Ohio 
Mike Stretanski, Delaware Municipal Airport (KDLZ), Delaware, Ohio, AGI, CFI,  Mooney 
Owner/Flyer, Flight Physicals, Senior AME, Test prep/Written review prep, Transition Training, 
G1000, HP/complex endorsements.  614-975-1003.MFSTRETANSKI@gmail.com 

 
Tennessee 
Shawn Cuff, Hohenwald, TN (0M3) ATP/CFI-II-MEI.  Flying an M20K with Garmin 

530W for local company.  Relaxed and pleasant flight instruction, flight reviews and 
instrument competency checks.  Contact: Shawn.M.Cuff@icloud.com or 931-230-5400. 

Thank you for reading and safe flying! :-) 
 

Texas  
Austin T. Walden, Lubbock & Abilene. 432-788-0216, AustinWalden@gmail.com.  PhD, 
Specializing in Models C thru J, www.WaldenAviation.com.   
 
Doug Bodine, Commercial Pilot/Flight Instructor, Cell 605 393-7112, mei.cfii@gmail.com  

Retired USAF pilot, now working as a commercial contract pilot, so various model 
experience from WWII Warbirds through heavies. I have been flying Mooneys for 12 yrs and 

have a 201. I have been instructing since 1994 and am at about 10,000hrs. I actively instruct in tail wheel 
and turbine as well. I have flown all the common Mooney modifications – missile, rocket, screaming eagle, 
trophy, etc. Even have time in the M22 Mustang. (See also, North and South Dakota). Total: 9800; Mooney, 
1300; IP: 5600/21 years 
 

mailto:jp.allen926@gmail.com
mailto:daraparvez@gmail.com
mailto:jacknapoli12@gmail.com
mailto:mei.cfii@gmail.com
mailto:MFSTRETANSKI@gmail.com
http://www.airnav.com/airport/0M3
mailto:Shawn.M.Cuff@icloud.com
mailto:AustinWalden@gmail.com
http://www.waldenaviation.com/
mailto:mei.cfii@gmail.com
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Bob Cabe, San Antonio. Cell: (210) 289-5375, Home: (210) 493-7223, bob_cabe@hotmail.com. Total: 5000; 
Instruction: 2000+. Pilot since 1965. Served as an instructor providing transition training for people 
purchasing new Ovations & Acclaims. Total: 5000; Instruction: 2000+ 
 
Brian Lloyd, Kestrel Airpark (1T7). 210-802-8FLY, Brian@Lloyd.aero. WILL TRAVEL! Owner: M20K/231; Non-
Mooney :-) specialist in spin training, upset recovery training, basic aerobatics formation training, tail wheel 
transition. Total: 8500; Mooney: 500  
 
Mark Johnson, Houston area.  mjohnsonf16@hotmail.com. 832-773-4409. CFII, SEL. Citation 501 and a King 
Air 350, F-16s and F-117s; currently a T-38 Flight Instructor at Sheppard AFB as a Reservist in the 
USAFR.  Owns an '81 M20J 201.  5800 total hours, 2200 military and 1500 hours of it in Mooney aircraft. 
 
Jerry Johnson, Southwest Texas. mooney9281V@hotmail.com. 817-454-2426. Commercial, SEL/MEL CFII, 
Glider, Typed in C-500's. Member MAPA Safety Foundation. Owned a Mooney for over 30 years. Total: 
11,000 +; Mooney: 6000. 
 
 

Vermont  
Ted Corsones, Rutland. 813-435-8464, tedc@corsones.com. Total: 7500, Mooney: 4500, 
Instruction: 2000+. ATP & MCFI for MEL, MES, SEL, SES, Instrument Airplane & Glider. Master 

Instructor Emeritus. He serves with the MAPA Safety Foundation as an instructor, treasurer, 
and chief financial officer.  

 
Virginia  
William Wobbe, Leesburg. william.wobbe@gmail.com , (713) 249-7351.  ATP, SES, SEL, 
MEL, MES, CFI, CFII, MEI, AGI, IGI, ADX. Time in M20B through M20TN models and very 
familiar with Garmin G-1000, GTN750/650, and G530/430 avionics. 1600+ dual given in 

Private through ATP training. MAPA PPP instructor and lots of experience in cross country all 
weather flying including TKS Known Icing Systems. Flight Service Station Specialist and familiar with iPad 
weather planning apps such as ForeFlight. I can answer your questions about the Washington, DC SFRA and 
ICAO Flight Plans. 
 
Joseph Bailey, Winchester. (540) 539-7394.  b747aviator@yahoo.com. ATP MEL, Commercial, SEL, SES, 
Glider. CFI, CFII, MEI, CFIG. EXP in Mooneys A-J. Providing initial & transition training. Total: 7800; Mooney: 
500; Instruction: 3000 
 

 Lee Fox, Fredericksburg. 540-226-4312, LCFox767@gmail.com. Mooney Staff CFI, Mooney Safety 

Foundation. Retired American Airlines Check Airman. Owns a M20J 201. Total time: Over 20,000. 
 
 

 

 

 

mailto:bob_cabe@hotmail.com
mailto:Brian@Lloyd.aero
mailto:mjohnsonf16@hotmail.com
mailto:mooney9281V@hotmail.com
mailto:tedc@corsones.com
mailto:william.wobbe@gmail.com
https://www.google.com/maps/place/Winchester,+VA/@38.8707839,-77.651483,9.75z/data=!4m2!3m1!1s0x89b5eef740674ac1:0x91b50a0f9c168184
mailto:b747aviator@yahoo.com
https://www.google.com/maps/place/Fredericksburg,+VA/@38.4239726,-77.4771258,9.71z/data=!4m2!3m1!1s0x89b6c1ebbaeae025:0x7fa6450a21a691a1
mailto:LCFox767@gmail.com
https://www.facebook.com/TheMooneyFlyer
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1994 Mooney M20M Bravo with TKS ($150,000 until 2/6/2016) 

Always hangared, complete documentation including flight journal with every flight made. No 

damage history. New mags, turbo, alternators, and avionics. Approximately 1750 TT. August 

annual, excellent compressions (78-75-76-77-75-78) and oil analysis. 

Garmin GTN-750  plus complete new panel plus TKS Anti/De-Ice. Avionics upgrade include GTN-

750, GNC-255 #2 Nav-Com, GMA-35 Audio Marker, GLD-88 Data Link, GTX-330ex Transponder, 

Flightstream-210 (iPad sync to Foreflight or Garmin Connext, MD-200 CDI (full ILS backup with 

GNC-255), MyGoFlight iPad panel mount plus iPad yoke mount plus custom USB panel mount 

power supply. WX-1000+ Stormscope. Well planned panel, full redundancy with dual batteries, 

dual alternators, dual vacuum, and iPad AHRS. Very safe IFR machine! 

Yes, at some point will need an overhaul, but all components have been rebuilt or replaced at last 

annual and engine runs strong. 2000 TBO or beyond (part 91). Airmark overhaul quote $39,400. It's 

a lot of airplane for the price, easily +$250K to go up to anything better. 

Our mission is higher, faster, and more pax, so the beloved Mooney must go. If it fits your mission 

profile, a great bird at a great price. $165K on Trade-A-Plane, $155K to Mooney Flyer subscribers 

(firm). Call 786-581-7225.  
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For Sale -- Mooney M20J, IO-360-A3B6D, Exhaust System.  Removed recently to 

install a Power Flow Exhaust System.  In good, serviceable, condition, according to the Mooney mechanic 

who inspected it at pre-buy (7 months ago) and the mechanic who removed it (2 months ago).  Asking $450 

plus shipping.  Shipping calculated upon sale.  Located in Perry, Oklahoma (F22).  Call 405-338-8992.   

Parts for Sale 
I have several Mooney parts for sale from a 1969 G model.  Brand new voltage regulator (never 
used).  Instrument light rheostat controller, cowling plugs and like new fuselage/cockpit and tail 
feather covers.  G model POH.  Contact me at Wilson Brown, located in  Georgia, 678-469-6182 
  

Mooney Cover 

 
This cover will fit a newer, long body Mooney.  Asking $600 (When new, these covers cost $1,149), 
Contact Jason Herritz at Chandler Aviation, Inc. 480-732-9118   parts@chandleraviation.com 

 

 

LASAR'S Free Site 

Check out Lake Aero Styling & Repair’s “ LASAR”  Web Site: www.lasar.com   
New, under “Mooneys for Sale”, you can List your Mooney for FREE!   

Also check out Parts, Mods, and Services.   LASAR,  est.  1975  (707) 
263-0412 e-mail: parts-mods@lasar.com  and  service@lasar.com 

  

tel:480-732-9118
mailto:parts@chandleraviation.com
http://www.lasar.com/
mailto:parts-mods@lasar.com
mailto:service@lasar.com
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1978 Mooney 201VL 
$ 85,500 New Price 
MODEL 201 J - 200HP 
mbmaksymdc10@aol.com  
AIRCRAFT SERIAL# 24-0398 
Lycoming IO-360-A3B6D 

TIMES 
AIRFRAME TOTAL: 5256 

ENGINE TSMO:  878 

 
 

   Engine overhauled BY LYCOMING FACTORY INSTALLED 
01/16/2004 

Propeller governor INSTALLED 01/16/2004 
OVERHAULED PRO - PROP  
HOSE ASSEMBLIES FUEL OIL REWORKED 01/09/2004  

GANN AVIATION  

New propeller 04/01/91 MC CAULEY   

Power flow exhaust system 2015 
DYNAMICALLY BALANCER 5/23/95  
VACUUM PUMP REPLACE 07/15/2015 
NEW SKYTEC HIGH TORQUE STARTER and upgraded 
start relay 
Electrical New zcftronics voltage regulator 
 INSTALLED M-20  AIR/ OIL SEPARATOR 
 NEW ENGINE TACK CABLE AND OVERHAULED TACH 
2007 

AIRFRAME 
 Alternate air door kit 
Complete brake overhaul 
PILOTS MASTER BRAKES CYLINDERS REPLACED 03/2008 
ALL NEW TIRES AND TUBES 
 RIGHT and left FUEL TANK completely resealed 2015 
12V CONCORDE RECOMBINANT GAS BATTERY 

INSTRUMENTS 
Altimeter, static, integrated system, transponder IFR 

ANNUAL 09/01/2015 

CORROSION  TREATMENT each annual 

 

RADIO 
 INSTALLED GARMIN GPS 430 
INSTALLED GPS ANTENNA GA-56GPS 
INSTALLED GARMIN 340 AUDIO PANEL  

FOUR PLACE AUDIO I/C 
ASPEN 1000 PRO 
AVIDYNE TAS-600 traffic 
STAND BY VACUUM GYRO 
STORM SCOPE WX1000 PLUS 
ENGINE EDM 700 4C A6 WITH FUEL FLOW 
KFC 200 AUTOPILOT with altitude hold AND CONNECT TO 
ASPEN 
1 COLLINS VHF 251ACOMM 
1 COLLINS VIR351 WITH TO /FROM AIRTEX 345 406 
February 2016 
COLLINS TRANSPONDER TDR-950 UP DATED 03/2011 
DAVTRON MODEL 811BDIGITAL CLOCK 
NEW ENGINE TACK CABLE AND OVERHAULED TACH  

GENERAL INFORMATION 
 ELECTRIC LANDING GEAR 
ELECTRIC TRIM 
ELECTRIC FLAPS 
Control wheel steering 
Navigation annunciation 
System annuncator 
ROSEN SUN VISORS 
Mooney shoulder harness installed 
Wing  tip strobes 
External power receptacle 
Copilots brakes 

mailto:mbmaksymdc10@aol.com
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