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Lean Aggressively While Taxiing 

Want to significantly reduce the possibility of fouling your sparkplugs? Then lean aggressively when 
taxiing. To do this, set your throttle to taxi power and then continue leaning the mixture until your 
engine coughs. Then, enrichen the mixture until it runs smoothly. You will thank me later. 

5ƻƴΩǘ ŦƻǊƎŜǘ ǘƻ ŜƴǊƛŎƘŜƴ ǘƘŜ ƳƛȄǘǳǊŜ ŦƻǊ your runup. If ȅƻǳ ŦƻǊƎŜǘΣ ȅƻǳǊ ŜƴƎƛƴŜ ǿƻƴΩǘ; stalling unless 
you add full mixture. Ditto if you forget to enrichen the mixture on takeoff. 

Oil Levels & Consumption 

My IO550 has an oil sump of eight quarts. However, my sump never sees eight quarts on the oil 
dipstick because if I fill it that much, all that happens is that I smear my belly with oil blow by. I choose 
to keep my oil at six ǉǳŀǊǘǎ ŀƴŘ Ƴȅ ōŜƭƭȅ ǊŜƳŀƛƴǎ ŎƭŜŀǊΦ L ǿƻƴΩǘ ƭŜǘ ƛǘ ƎŜǘ ǘƻƻ ƳǳŎƘ 
below six quarts before I add a quart. IΩve been doing that for 20 years with both 
my M20C and M20S and I have consistent oil consumption and great Blackstone 
Labs oil analysis.  

 I have used Tempest filters for the last 6 years and prefer them over Champions. They meet the 
TCM by-pass specification of 12-14 psi, reducing the risk of premature bypass that can result 
in unfiltered oil flowing to your engine. 

And I also use CamGuard with each oil change and each quart of makeup oil. Usually, the 
upper engine will lose its protection after about 36 hours in the hangar. However, with 

CamGuard, I get more than 500 hours of protection. In addition, the lubricity increase is good 
for my big IO550. 

 Oh, and I save money by using Phillips X/C 20W-50. 

Unleaded Av Fuel 

LΩƳ ƘƻǇƛƴƎ ǘƘŀǘ ¦[млл ƛǎ ǇǊƛŎŜŘ ŀǘ ƻǊ ƭŜǎǎ ǘƘŀƴ 
млл[[Φ L ƪƴƻǿ ǘƘŀǘΩǎ ǿƛǎƘŦǳƭ thinking, but I can still 
ƘƻǇŜΣ ǊƛƎƘǘΚ LǘΩǎ ŜŀǎƛŜǊ ǘƻ ǊŜŦƛƴŜΣ ǎƻ ƛǘ Ƙŀǎ ǘƘŀǘ ƎƻƛƴƎ 

for it. It is also easier to transport without all that 
lead in it. Plus, engine manufacturers are loving it 
because it increases engine TBOs. 

  

FTE 

https://www.blackstone-labs.com/
https://www.blackstone-labs.com/
https://tempestplus.com/product/oil-filters/
https://aslcamguard.com/
https://en.wikipedia.org/wiki/Lubricity#:~:text=Lubricity%20is%20the%20measure%20of,wear%20mechanisms%20is%20called%20tribology.
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Interview with Jonny Pollack, 
CEO of Mooney International 
In late October, I called Wƻƴƴȅ ǘƻ ƎŜǘ ŀ ǎŜƴǎŜ ƻŦ aƻƻƴŜȅΩǎ current 
status. 

I found Jonny to be an extreme devotee of Mooneys and Mooniacs. 
This came through very clear as he spoke. He agrees that Mooniacs 
have more love for their aircraft than pretty much any other GA 
model. 

Mooney is definitely up for sale with an asking price of $15M. Jonny is the owner of an Acclaim, and 
although he is the CEO, he ǿƻǊƪǎ ŦƻǊ ƴƻ ǎŀƭŀǊȅΦ aƻƻƴŜȅ ǊŜŎŜƴǘƭȅ ƘŀŘ ŀ ǇƻǘŜƴǘƛŀƭ ōǳȅŜǊ ǿƛǘƘ άŀƭƭ ƻŦ ǘƘŜ 
right motivations and ideasΣέ but ultimately could not come up with the necessary capital. 

The current ownership does not have the amount of capital that is required to truly restart Mooney 
aircraft production. A well-financed buyer, committed to 
the Mooney brand, is needed. 

In the meantime, JonnyΩ ǇǊƛƳŀǊȅ Ǝƻŀƭ Ƙŀǎ ōŜŜƴ ǘƻ ƪŜŜǇ 
intact the valuable components of Mooney, and this is 
significant. The Production Certificate, the factory, the 
Mooney brain trust, and the equipment investments that 
the Chinese made over the past several years are still 
intact. 

Jonny indicated that the Kerrville facility is still the best 
ǇƭŀŎŜ ǘƻ ōǊƛƴƎ ȅƻǳǊ aƻƻƴŜȅ ŦƻǊ ǎŜǊǾƛŎŜΦ L ŘƛŘƴΩǘ ƪƴƻǿ ǘƘŀǘΦ 

Parts availability is more complicated. I told him that our 
readers were sharing that it is increasingly more difficult to 
ƎŜǘ ǇŀǊǘǎΦ IŜ ƛƴŘƛŎŀǘŜŘ ǘƘŀǘ ƛǘΩǎ ŘƛŦŦƛŎǳƭǘ ƴƻt to lose money 
on some parts. If a part is sourced and a reorder requires 
aƻƻƴŜȅ ǘƻ ōǳȅΣ ǎŀȅ нл ǳƴƛǘǎΣ ǘƘŜƴ ƛǘΩǎ ŘƛŦŦƛŎǳƭǘ ǘƻ ƳŀƪŜ ǘƘŀǘ 
purchase immediately. This is an area he would like to 
improve.  

 

  

Mooney started as Mooney Aircraft 
Corporation in 1929. It was founded by 
Albert Mooney and his brother Arthur, 
with financing from the Bridgeport 
Machine Company in Wichita, Kansas. 
In 1930, Mooney went bankrupt, and 
the Mooney brothers had to work for 
other aircraft companies. 

Albert reopened Mooney as Mooney 
Aircraft, Incorporated with financial help 
from Charles Yankey in Kerrville, Texas 
in 1946. In 1947, Arthur joined the new 
Mooney company. 

The new Mooneyôs first aircraft was the 
single-seater Mite M-18 that was also 
called the Texas Messerschmitt 
because it was almost identical to the 
Messerschmitt Bf109; a popular 
German fighter aircraft used in World 
War II. 

 

 

 

 

In 1953, Charles Yankey died of a 
stroke. Losing his financier, Albert had 
to sell his stock to Harold Rachal and 
Norman Hoffman. Albert left to work for 
Lockheed Corporation and soon 
thereafter, Arthur joined him. 
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31st Nall Report  

Who was Joseph T. 
Nall? 
Originally from Atlanta, Georgia, Joseph T. Nall graduated from 
CǳǊƳŀƴ ¦ƴƛǾŜǊǎƛǘȅΦ Lƴ мфспΣ ƘŜ ǊŜŎŜƛǾŜŘ Ƙƛǎ ƳŀǎǘŜǊΩǎ ŘŜƎǊŜŜ ƛƴ 
divinity from Southeastern Baptist Theological Seminary. After 
just under a decade of preaching, Nall decided to pursue the 
law as another way to help others. He received his law degree 
from Wake Forest Law in 1973 and practiced in North Carolina. 

Nall made time to pursue his other passion, aviation. He 
earned his instrument pilot rating and was a Certified Ground 
Instructor. He taught pilots at Johnston County Airport in 
Smithfield, North Carolina through his own company, Nall 
Aviation Enterprises. His interest and dedication to flight did 
not go unnoticed. In 1986, with the help of his friend, U.S. 
Representative Martin Lancaster, and Senator Jesse Helms, 

Nall was appointed by President Ronald Reagan as a Member of the National Transportation Safety 
Board. 

Lƴ мфуфΣ bŀƭƭΩǎ ƭƛŦŜ ǿŀǎ ǘǊŀƎƛŎŀƭƭȅ Ŏǳǘ ǎƘƻǊǘ ōȅ ŀ ǇƭŀƴŜ ŎǊŀǎƘ ƛƴ /ŀǊŀŎŀǎΣ ±ŜƴŜȊǳŜƭŀΦ ²ƘƛƭŜ ƛn the country 
to give a speech to the Venezuelan Aeronautical Congress, Nall was aboard a Cessna 402 that was 
chartered for a sightseeing trip. When the aircraft attempted to land in dense fog at Charallave 
municipal airport, the plane impacted the runway, broke its landing gear, flipped and skidded upside 
down along the runway, killing Nall and both pilots. 

The Nall Report  
The Joseph T. Nall Report is dedicated to the memory of Joseph Nall. It is the !ƛǊ {ŀŦŜǘȅ LƴǎǘƛǘǳǘŜΩǎ 
ό!{LΩǎύ annual review of general aviation aircraft accidents that occurred during the previous year. The 
report is This report analyzes GA accidents in U.S. National Airspace and on flights departing from or 
returning to the U.S. or its territories or possessions. The report covers airplanes with maximum rated 
gross takeoff weight of 12,500 pounds or less and helicopters of all sizes. Collectively, these types of 
aircraft account for 99 percent of GA flight activity. The report excludes gliders, weight-shift control 
aircraft, powered parachutes, gyrocopters, Unmanned Aircraft Systems (UAS), and lighter-than-air 
(balloons, blimps, and dirigibles). 

The 2019 Report - #31 
Because the NTSB generally takes two ȅŜŀǊǎ ǘƻ ǇǳōƭƛǎƘ ŀ Ŧǳƭƭ ǊŜǇƻǊǘ ǿƛǘƘ ŀ άǇǊƻōŀōƭŜ ŎŀǳǎŜΣέ the Nall 
Report considers accidents that are two years in the past; reporting 2019 accidents in 2021. The 
31st Joseph T. Nall Report, offers a near real-time analysis of general aviation accidents that are 
updated on a rolling 30-day cycle, with access to analysis going back as far as 2008. Data trends are 
projected well into 2021. This report shows that general aviation accidents decreased in 2019. 
However, the overall accident rates rose during 2019 due to a reduction in flight hours, resulting in a 
total accident rate of 4.88 per 100,000 hours and a fatal accident rate of 0.88 per 100,000 hours. 

Joseph Trippe Nall 

https://www.aopa.org/training-and-safety/air-safety-institute
https://www.aopa.org/training-and-safety/air-safety-institute
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An Increase in Fatal Aviation Accidents 
Fatal accident rates in non-commercial fixed-wing, commercial fixed-wing, and 
commercial helicopter all increased. After spiking for two years, non-commercial 
helicopter rates fell. The commercial fixed-wing fatal accident rate remains low and 
largely unchanged. 

A Favorite Test Question 
²ƘŀǘΩǎ ǘƘŜ ƭŜŀŘƛƴƎ ŎŀǳǎŜ ƻŦ fatal accidents? The Answer: Stall / loss-of-control (LOC) is still the leading cause 
of fatal accidents. There were 39 fatal Stall / LOC accidents in 2019. Stalling or settling on takeoff, is the second 
leading cause, accounting for 38 fatal accidents. There were 30 fatal weather-related accidents.  
Stalls, Loss of Control and Weather accidents relate to pilot decision-making and proficiency. The Nall Report 
data helps inform the industry where further education and training are needed to improve aviation safety. 

Non-Commercial Fixed-Wing Aircraft (988) (179 Fatal) 

 
¢ƘŜ фуу ŀŎŎƛŘŜƴǘǎ ƛƴ нлмф ǎƘƻǿǎ ŀ ŘƻǿƴǿŀǊŘ ǘǊŜƴŘ ŦǊƻƳ нлмуΩǎ мΣломΦ IƻǿŜǾŜǊΣ ŀ ŘŜŎǊŜŀǎŜ ƛƴ ƴƻƴ-
commercial fixed wing flight activity nudged the accident rate upward from 5.47 in 2018 to 5.62 in 
2019. 
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Fatal Non-commercial fixed wing accidents (179)  
The accident rate is commonly expressed as the number of accidents per 100,000 flight hours. In 
2019, there was a slight increase. The 2018 rate of 0.89 increased to 1.02 in 2019.  

The percentage of pilot-related accidents fell below 70%.  

2018 Nall Report 2019 Nall Report 

724 (104 fatal) 614 (88 fatal) 

Landing Accidents (308 ς 5 fatal) 

Approach and landing are the highest risk phases of flight. At 163, loss of control 
continued to dominate as the leading cause of landing accidents. 

2018 Nall Report 2019 Nall Report 

333 (2 fatal) 308 (5 fatal) 

Takeoff and Climb Accidents (115 ς 16 fatal)  

These declined from the previous year. The largest number of accidents (39) 
were caused by loss of control, followed by stalled or settling on takeoff (38). 

2018 Nall Report 2019 Nall Report 

129 (26 fatal) 115 (16 fatal) 

Fuel Management (58 ς 8 fatal)  
This was a slight drop from the previous year. Most, 32 of them, were avoidable 
because they were caused by poor flight planning. 
 

2018 Nall Report 2019 Nall Report 

63 (8 fatal) 58 (8 fatal) 

Maneuvering Accidents (36 ς 20 fatal)  

These involve turning, climbing, or descending while close to the ground. Many of these 
accidents could likely involve buzzing attempts and stall/spin scenarios. About half of the 
maneuvering accidents occur in the traffic pattern. See: 
https://www.faa.gov/news/safety_briefing/2018/media/SE_Topic_18_08.pdf   
These increased in both total (36) and fatal (20) from the previous year. Stall/Loss of Control 
(LOC) accounted for 22 accidents, of which 12 were fatal. 

2018 Nall Report 2019 Nall Report 

31 (16 fatal) 36 (20 fatal) 

 
 
 

https://www.faa.gov/news/safety_briefing/2018/media/SE_Topic_18_08.pdf
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Descent and Approach Accidents (34 ς 11 fatal)  

These decreased sharply, while the number of fatal accidents (11) dropped from the previous 
year. 

2018 Nall Report 2019 Nall Report 

64 (21 fatal) 34 (11 fatal) 

Collision Accidents (16 ς 6 fatal) 

11 Stalls / spins were the leading cause. 

Weather Accidents (34 ς 30 fatal)  

19 VFR into IMC accidents led the cause category. 18 of these were fatal. 

2018 Nall Report 2019 Nall Report 

29 (24 fatal) 34 (30 fatal) 

Mechanical Accidents (194 ς 15 fatal)  

There was in increase in total accidents from 2018, along with a small increase in fatal 
accidents. The majority (132) were cause by Powerplant issues, followed by 27 ς gear and 
brakes, and 15 ς airframe. 

2018 Nall Report 2019 Nall Report 

175 (11 fatal) 194 (15 fatal) 

Want to Know More? 
¢ƘŜ bŀƭƭ wŜǇƻǊǘΩǎ ŘƛƎƛǘŀƭ ǇƭŀǘŦƻǊƳ ǇǊovides near real-time accident data. It is updated on a 
rolling 30-day cycle, allowing for the most current snapshot of general aviation safety 
performance, according to AOPA officials. See:  
https://www.aopa.org/training-and-safety/air-safety-institute/accident-analysis/joseph-t-nall-
report/nall-report-figure-view?category=all&year=2019&condition=all&report=true  

 

  

KDNN, 
Dalton, 
Georgia 

https://www.aopa.org/training-and-safety/air-safety-institute/accident-analysis/joseph-t-nall-report/nall-report-figure-view?category=all&year=2019&condition=all&report=true
https://www.aopa.org/training-and-safety/air-safety-institute/accident-analysis/joseph-t-nall-report/nall-report-figure-view?category=all&year=2019&condition=all&report=true
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Whatõs All That Flaps About? 
Compared to most other GA airplanes, our Mooney flaps are a bit less 
effective. Set 40o flaps on a Cessna 182 and that airplane drops like a 
parachute. Not so much on our Mooneys. 

I now have an M20S Eagle, which I love to death, but the flaps are electric, and I only have two 
settings: 1) Takeoff (10o) and 2) Full (33o). I loved my M20C flaps which were controlled by 
pumping a hydraulic lever. I had infinite options over how much flaps I wanted to extend. 

Use or non-ǳǎŜ ƻŦ ŦƭŀǇǎ ƛǎ άǊŜƭƛƎƛƻǳǎέ ǿƛǘƘ Ƴŀƴȅ aƻƻƴŜȅ ƻǿƴŜǊǎΦ L ŀƭǿŀȅǎ ǳǎŜ ǘŀƪŜƻŦŦ ŦƭŀǇǎ 
regardless of the runway or weather conditions. It shortens my takeoff run and gives me a little 
more lift. I then retract them once I have sufficient airspeed and a positive rate of climb. Most 
times when landing, I use full flaps as I appreciate the slower touchdown speed in my swift 
Mooney. In crosswind conditions, mŀƴȅ ƻǿƴŜǊǎ ŘƻƴΩǘ ǳǎŜ ŦƭŀǇǎ, or just Takeoff Flaps. They land 
faster to have better horizontal control in the runway environment. 

So here is a little more info on Flap-ology. 

1. Increasing flaps increases the camber of your wing, (see above illustration). This lowers 
your stall speed and increases your lift coefficient. Adding a smaller amount of flaps 
increases lift without adding excessive drag. Adding more flaps significantly increases drag. 

2. Increasing flaps reduces your stall speed and enables you to fly at a lower angle of attack. 
This can lower your nose on approach to landing. Without flaps, you are more likely to 
approach at a shallower descent angle and at a greater airspeed. 

3. Increasing flaps increases drag which is useful when landing. 

4. Using full flaps when landing enables you to maximize lift and drag over your wing. This 
lowers your stall speed which enables you to land slower and will produce more drag 
which enables a steeper descent angle. 

It is also necessary that you understand how your stall speed is affected by your other decisions. 
Increasing flaps lowers your stall speed, but there are two other factors that also reduce your stall 
speed. One is extending your landing gear. Full flaps and extended landing gear produce the 
ƭƻǿŜǎǘ ǎǘŀƭƭ ǎǇŜŜŘ ƻƴ Ƴȅ 9ŀƎƭŜΦ !ƴƻǘƘŜǊ ŦŀŎǘƻǊ ƛǎ ȅƻǳǊ ǿŜƛƎƘǘΦ tǳōƭƛǎƘŜŘ ǎǘŀƭƭ ǎǇŜŜŘǎ ŀǊŜ άŀǘ ƎǊƻǎǎ 
weightΦέ Your stall speed goes down as your weight decreases. My stall speed decreases by about 
4kts for every 300 pounds under gross weight. If you know your starting weight on departure, your 
weight will decrease with either 1) fuel burn, 2) someone jumping out, or 3) you went on a Keto 
ŘƛŜǘΦ LǘΩǎ ǳǎŜŦǳƭ ǘƻ ƪƴƻǿ ȅƻǳǊ ǿŜƛƎƘǘ ƻƴ Ŧƛƴŀƭ ǎƻ ȅƻǳ Ŏŀƴ ǎŀŦŜƭȅ ǊŜŘǳŎŜ ȅƻǳǊ ŀǇǇǊƻŀŎƘ ǎǇŜŜŘ ƛŦ 
necessary. 
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HAUNTING DECISION 
by Bruce Jaeger 
With over 18,000 flight 
hours and 52 years as a 
pilot, I have anticipated and 
experienced significant 
weather and failures of 
most mechanical and 
electrical Mooney systems. 
Though sometimes 
expensive, these have 
generally been no more 
than disappointing 
inconveniences. Placed in 
the back of my memory for 
even better handling the 
next time, none changed 
my life. That is until a time 
nearly 30 years ago.  

What was so different that 
time? 

I can vividly recall a flight 
from Minnesota to Pensacola with my wife and son in a Mooney 300 Missile with the standard 64 
gallons fuel. The weather for departure was good and late into the first leg is where we 
experienced our first taste of winter clouds, precipitation and lower ceilings. This was a time that 
the desire to complete our trip overshadowed common sense. With this high-performance 
modified Mooney, I had the ability to climb, avoiding clouds all the way until there was no choice 
but to land for fuel. The extra power 
was enough to climb over the 
weather, getting us into serious 
trouble. I recall changing the first 
planned stop from Peoria to 
Springfield, Illinois as snow was now 
reducing visibility. Though we had 
adequate fuel for approach and 
landing, alternates had passed and 
became a frightening zero. Staying on 
top, pushing the need for oxygen as 
long as possible, we ultimately had to 
start down. Temps were just right for 
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icing, and I hoped for layered conditions. Asking for a non-restricted ŘŜǎŎŜƴǘΣ L ǿŀǎ ŀŘǾƛǎŜŘΣ άbƻ 
problemΣέ as no one else was flying.  

Decisions could not have been worse. Ice started to accrue the instant we touched the clouds and 
layers were nonexistent. With enough power to keep the engine working, reduced RPM, and 
nose down for maximum descent, airframe ice continued to accrue. The windshield iced, even 
covering the far corners. Propeller icing vibrations were reduced with RPM adjustments. 
Thankfully, the pitot heat was working. The ceiling was now 400 feet or so and the visibility was 
not great. With all this ice on the windshield and wing, how much is on the tail? I did not want to 
know. We finally reached initial approach altitude and carried cruise power all the way to the 
glide slope intercept and beyond. Inside the final approach fix, and still in the clouds, power was 
left at cruise and gear up until the ground was in sight. I recall 105 knots with no flaps all the way 
until touchdown.  

Facing a peripheral vision landing and no option for a go-around, I was thankful for a long 
runway. Relieved to be on the ground and taxing to the nearest heated hangar, I opened the door 
so I could see. My heart rate was high, and I was absolutely sick for having put my family at such 
risk. No schedule is worth it.  

Now all these years later and looking into the eyes of our handsome 12-year-old grandson and his 
beautiful younger sister, I often think of that terrible decision to fly, and how the lives of our entire 
family could have been drastically affected forever. We were lucky. One more mistake and no one 
would be reading this article. From my experience, the worst emergency is the one you create. Do not 
let it happen to you.  

Safe Flights,  
Bruce Jaeger 

  


































































