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It’s the People, Stupid, Not the Mooneys 

 

I was thinking about all the Mooney Fly-Ins I have been to. I organized almost 80 fly-ins with the 

old Vintage Mooney Group, and for many years, we had a fly-in almost every month. Everyone 

thought the “Vintage” in the name of the group referred to the Mooneys. But they were only 

partially correct. It was the pilots and their passengers that were “Vintage.” 

Mooneys, as we all know, are extremely special aircraft. They really don’t have any peers in the 

General Aviation fleet. But as I reminisce about my lifetime of flying my Mooneys, (both an 

M20C and an M20S), it’s the people I remember. 

Mooney people are as special as their airplanes. Some of the best friends I've made in my life 

are fellow Mooney owners—friendships that began because of these remarkable airplanes. If I 

had to choose one word to describe the Mooney community, it would be camaraderie. So, here 

is my toast to the Mooney community – those magnificent flyers 

and their flying machines.  

EOTL 

Editor 



The Mooney Flyer Volume 15 Number 8 August 2026 
 

Page | 4  
 

 

 

Next month’s poll: “Have You Had Corrosion on your Mooney” 

CLICK HERE to vote 

 

 

  

https://vote.easypolls.net/6a5fa4f4376e410061e9e6f5
https://themooneyflyer.com/cfi.html
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You can also go to https://themooneyflyer.com/ and 

click on CFIS – (located in the top menu).  

You can also click on the CFIs icon, found in the 

website’s right column menu. 

 

 

 

 

 

 

 

 

 

 

Need a Mooney CFI? 
to find one 

CFIs can list their name and contact 

information on our website. To modify 

your current CFI listing, send an email to 

TheMooneyFlyer@gmail.com 

Be sure to include your home base and 

state. 
 

https://themooneyflyer.com/
https://themooneyflyer.com/cfi.html
mailto:TheMooneyFlyer@gmail.com
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Regarding Your Farewell Editorial 

Hi Phil, 

That was just the most beautiful way to describe what you have been feeling about this. So 

creative and heartfelt. almost a tear-jerker!!! Well said Buddy, well said!!!! 

I have been flying more than I ever have in the last few years and even late yesterday afternoon 

said to myself alone in the cockpit on a just beautifully smooth air flight just before twilight, 

"This will not last forever". At 66, I am lucky to still be able to have the health to fly. I still hold a 

First Class Medical but that could all change in just ONE heartbeat. There is no promise of 

tomorrow and you sure went out on your very own terms. I applaud you for doing that and for 

also putting together such a beautiful piece and sharing it with everyone.  

Richard S 

 

 

LTE 
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The first thing you notice in a Mooney isn’t the speed—it’s the feeling. 

Slide into the left seat and you’re sitting low, almost as if you’ve climbed into a sports 

car rather than a four-seat airplane. The cockpit wraps around you. The long, sloping 

windshield points toward the horizon, and the airplane seems eager to go somewhere 

before you’ve even turned the key. 

Then the engine starts. 

Taxiing a Mooney doesn’t hint at what’s coming. It’s only after takeoff, when the gear tucks 

neatly into the fuselage and the airplane accelerates with unmistakable purpose, that you 

understand why generations of owners have become lifelong enthusiasts. The numbers begin to 

tell the story: 150 knots…160…170. All while sipping fuel at rates that would make many 

comparable airplanes jealous. 

Performance has always been Mooney’s calling card. 

From the M20’s introduction in the 1950s, Al Mooney’s design philosophy was remarkably 

simple: Eliminate unnecessary drag, build a strong airframe, and let efficiency do the work. The 

Corman 
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result wasn’t just another light airplane—it was an aircraft capable of outrunning competitors 

with the same engine while delivering remarkable range and economy. 

If you ask Mooney owners why they love their airplanes, they’ll rarely start with cruise speed. 

Instead, they’ll talk about how the airplane feels. 

There’s a precision to the controls that’s difficult to describe until you’ve flown one. Roll into a 

turn, and the airplane responds immediately, but without nervousness. Pitch changes are crisp. 

Everything feels connected. The airplane rewards smooth hands and thoughtful control inputs, 

creating a partnership between pilot and machine that many describe as uniquely satisfying. 

That precision extends throughout every phase of flight. 

A Mooney doesn’t encourage lazy flying. It asks for proper airspeed management, disciplined 

energy control, and stabilized approaches. Carry too much speed into the flare and the airplane 

will remind you that aerodynamics, not wishful thinking, always win. Fly the numbers, however, 

and the reward is a landing that feels every bit as satisfying as a well-struck golf shot or a 

perfectly executed curveball. 

It’s no accident that many Mooney pilots credit the airplane with making them better aviators. 

Cross-country travel is where the design truly earns its reputation. Launch on a 500-mile trip, 

level off in the smooth air, lean the mixture, and watch the miles disappear beneath the wings. 

Destinations that once seemed like all-day adventures become comfortable morning flights. The 

efficiency isn’t just reflected in fuel receipts, it’s measured in time. Less time en route means 

more time enjoying the destination. 

There’s also a certain confidence that comes from flying an airplane engineered with purpose. 

The Mooney’s steel-tube cabin structure, robust construction, and reputation for durability have 

earned respect throughout general aviation. Owners often speak of the airplane as if it were 

carved from a single piece of metal rather than assembled from thousands of parts. 

Of course, no airplane develops such a loyal following without a little personality. 

Mooneys have long carried the reputation of being “pilot’s airplanes.” They’re not difficult to fly, 

but they appreciate pilots who pay attention. They reward proficiency rather than complacency. 

For some, that’s intimidating, but for others, it’s exactly the appeal. 

Perhaps that’s why Mooney owners tend to stay Mooney owners. 

Spend time at a fly-in or owners’ gathering and you’ll find conversations that drift naturally 

toward fuel flows, true airspeeds, engine monitors, and unforgettable cross-country adventures. 

Pilots compare routes through the Rockies, discuss the subtle differences between M20 models, 

and proudly recount trips spanning thousands of nautical miles. The airplanes inspire not just 

ownership but community. 
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In an aviation world increasingly filled with glass cockpits, automation, and airplanes that 

insulate the pilot from the experience, the Mooney remains refreshingly analog. It asks you to 

participate, to plan, and fly accurately. And when you do, it delivers an experience that’s difficult 

to duplicate. 

That’s ultimately the secret behind the Mooney mystique. 

Yes, it’s fast. Yes, it’s efficient. Yes, it can stretch a gallon of avgas farther than many of its peers, 

but none of those qualities alone explain why pilots smile when they spot the distinctive 

forward-swept vertical tail on a ramp. 

The real reason is simpler. 

A Mooney doesn’t just transport you from one airport to another. It reminds you why you fell in 

love with flying in the first place. 
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 Alton Glen Miller was born March 1, 1904, in Clarinda, Iowa. America 

knows him as Glenn Miller, one of America's most celebrated 

bandleaders, arrangers, composers, and trombonists. His distinctive 

"Glenn Miller sound," featuring a clarinet leading the saxophone section, 

became one of the defining sounds of the Swing Era. 

From 1939 to 1942, Glenn Miller and His Orchestra became the most 

successful recording band in America. During that period, the orchestra 

sold millions of records, dominated radio broadcasts, and appeared in 

Hollywood films, making Miller one of the biggest musical stars of his 

generation. 

 

Greatest Hits  
• "Moonlight Serenade" – Miller's signature theme song.  

• "Chattanooga Choo Choo" – The first record ever certified as a Gold Record, 

featured in the film “Sun Valley Serenade.”  

• "In the Mood"  

• "Pennsylvania 6-5000"  

• "A String of Pearls"  

• "Moonlight Cocktail"  

• "At Last"  

• "(I've Got a Gal In) Kalamazoo"  

price 

https://www.google.com/search?sca_esv=9a055b7939c8dc0b&rlz=1C1GCEA_enUS1200US1200&sxsrf=APpeQntulP-GWT1je017N8RmMtXLErgOqg:1783978953030&q=Clarinda,+Iowa&si=APenkKnxxBAKu8uEyVJp5QG7kNERIzt0EhsYdVrbw5Is3icMpuXoQz3qW4VtyV9ln-zZTQhVkdfCep_q3uEotmVtYiAy03JfilfnJ-fbepVfXWoXwWEM053Gh5_56Q5R_9bxX6mLD5JBQI1CiHjzqkjTf9BqObFAUGI5UhRWXVVEu7Y4zJnap7lXs8pGvgXRbsVi0LazH2tX&sa=X&ved=2ahUKEwj-pKC-z9CVAxVcBEQIHYZZM9oQmxN6BAgTEAI
https://www.youtube.com/watch?v=9Ws6DdrDtyo
https://www.youtube.com/watch?v=-XQybKMXL-k
https://www.youtube.com/watch?v=_CI-0E_jses
https://www.youtube.com/watch?v=m_muFwwTSMs
https://www.youtube.com/watch?v=jg2vtWezWbw
https://www.google.com/search?q=Moonlight+Cocktail&sca_esv=f07c4d704701945c&rlz=1C1GCEA_enUS1200US1200&sxsrf=APpeQnv58oCBuLeOMoz_wi9ivQuaGVw1QA%3A1784148150725&ei=tvBXaozzK4WhkPIPwte66A8&ved=0ahUKEwiMpoDmxdWVAxWFEEQIHcKrDv0Q4dUDCBI&uact=5&oq=Moonlight+Cocktail&gs_lp=Egxnd3Mtd2l6LXNlcnAiEk1vb25saWdodCBDb2NrdGFpbDILEC4YkQIYgAQYigUyCxAAGIAEGIoFGJECMgUQABiABDIFEAAYgAQyBRAuGIAEMgUQABiABDIKEAAYgAQYFBiHAjILEC4YgAQYxwEYrwEyCxAuGIAEGMcBGK8BMgUQABiABDIaEC4YkQIYgAQYigUYlwUY3AQY3gQY4ATYAQFI7whQAFgAcAB4AJABAJgBaKABaKoBAzAuMbgBA8gBAPgBAvgBAZgCAaACbZgDALoGBggBEAEYFJIHAzAuMaAHrBGyBwMwLjG4B23CBwMyLTHIBwSACAE&sclient=gws-wiz-serp#fpstate=ive&vld=cid:11ea2104,vid:iN2D1FYkox8,st:0
https://www.youtube.com/watch?v=J9LJUCPZojM
https://www.youtube.com/watch?v=fFv_PoZ2iP0
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• "American Patrol"  

• "Tuxedo Junction"  

• "Elmer's Tune"  

• "Little Brown Jug"  

• "Anvil Chorus"  

 On December 7, 1941, the day of 

the attack on Pearl Harbor, 

"Chattanooga Choo Choo" was 

the No. 1 song in the United 

States, forever linking Miller's 

music with a pivotal moment in 

American history. 

 

 

Captain Glenn Miller Army Air Forces Orchestra: 1942–1946 

 In February, 1942, Glenn Miller’s weekly income was 

about $20,000, which is the 2026 equivalent of $411,000. On 

February 17, 1942, at the age of 38, Miller registered for the 

draft, knowing that he would be sacrificing his lavish income 

to serve his country.   

He first applied for a commission in the US Navy but was turned down. At the time, the Navy 

was dealing with a scandal concerning celebrity commissions in exchange for draft avoidance. 

This had nothing to do with Miller, but it prevented the Navy from acting on his application.  

On August 12, 1942, Miller sent a three-page letter to General Charles Young of the Army 

Service Forces, outlining his interest in "streamlining modern military music" and expressing his 

"sincere desire to do a real job for the Army that is not actuated by any personal draft problem." 

General Young forwarded Miller's letter to Gen. Brehon Somervell, commander of Army Service 

Forces, who approved Miller's application. The Army notified Miller that he would be 

commissioned on September 8, 1942. He received a one-month delay to settle his business 

affairs. 

Miller made his final commercial broadcast for Chesterfield cigarettes on September 24, 1942. 

At the end of the program, he introduced his competitor, Harry James, as his successor. Glenn 

Miller and his Orchestra gave their final performance at Central Theater in Passaic, New Jersey 

on September 27, 1942.  

https://www.youtube.com/watch?v=EAVejLjXVdw
https://www.youtube.com/watch?v=iBTYcqtaOjg
https://www.youtube.com/watch?v=slMZJtnsD2A
https://www.youtube.com/watch?v=YOG89TrL4Vk
https://www.youtube.com/watch?v=Lsw9mhunz3Y
https://en.wikipedia.org/wiki/United_States_dollar
https://en.wikipedia.org/wiki/Army_Service_Forces
https://en.wikipedia.org/wiki/Army_Service_Forces
https://en.wikipedia.org/wiki/Brehon_B._Somervell
https://en.wikipedia.org/wiki/Harry_James
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On October 7, 1942, Captain Glenn Miller of the Army Specialist Corps reported for duty with 

the Seventh Service Command in Omaha, Nebraska. As a newly commissioned Captain, he 

earned a salary of $200 per month. Although he had already achieved national fame as 

America's leading bandleader, Miller was setting aside his civilian career to serve his country. 

After completing a month-long Army Specialist Corps training course at Fort 

Meade, Maryland, Miller transferred to the United States Army Air Forces (AAF) 

on November 25, 1942. Acting on the orders of General Henry H. "Hap" Arnold, 

Commanding General of the Army Air Forces, Miller was assigned to the 

Southeast Flying Training Command at Maxwell Field, Alabama, as an Assistant 

Special Service Officer. 

At Maxwell Field, Miller's duties included traveling to Army Air Forces training 

bases throughout the Southeast to learn the command's mission and evaluate 

how music and entertainment could improve troop morale. During this 

assignment, he made several radio appearances, including performances on the 

nationally broadcast NBC Army Hour and on WAPI Radio in Birmingham, 

Alabama. Accompanied by a 15-piece base orchestra known as the Rhythmaires, Miller 

demonstrated how military musicians could combine professionalism with the popular appeal 

of big-band music. These early performances foreshadowed the innovative work he would soon 

accomplish in organizing and leading the famed Army Air Forces Band, a musical unit that 

would redefine military entertainment during World War II. 

General Henry H. (Hap) 
Arnold 
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On January 1, 1943, Miller was assigned to the headquarters of the AAF Technical Training 

Command (TTC) at Knollwood Field, Southern Pines, North Carolina where he became director 

of bands for the AAF TTC. Miller screened personnel and assigned them to various AAF base 

bands across the nation and recruited many for an elite unit that he would direct himself. He 

formed and directed the Second AAF Radio Production Unit and Orchestra, broadcasting and 

recording from New York City. The unit broadcast I Sustain the Wings over CBS, and then NBC, 

from September 18, 1943, through June 10, 1944. The Miller unit also recorded V-Discs at RCA 

Victor studios and recorded broadcasts for the Office of War Information and Armed Forces 

Radio Service, including “Music from America” and “Uncle Sam Presents."  

Building the Army Air Forces Band 

Miller's Army Air Forces Training Command organization consisted of two distinct ensembles: a 

traditional marching band for military ceremonies and base activities, and a jazz orchestra led 

by T/Sgt. Ray McKinley, the popular civilian band leader and drummer. On December 6, 1943, 

the organization was redesignated as the Second Army Air Forces Radio Production Unit, 

reflecting its growing role in broadcasting and troop morale. 

Always looking for ways to modernize military music, Miller introduced an innovative marching 

band unlike any the Army had seen. Jeeps carried drums and even a string bass during outdoor 

performances, allowing the band to present a fuller, more contemporary sound. His greatest 

innovation, however, was adapting swing and jazz for the parade ground. Rather than relying 

solely on traditional Sousa marches, Miller's musicians performed spirited marching 

arrangements of classics such as "St. Louis Blues" and "Blues in the Night." Although some 

Army traditionalists objected to replacing conventional military marches with swing-inspired 

music, the leadership of the Army Air Forces enthusiastically endorsed Miller's fresh approach. 

Bound for Europe 

As preparations intensified for the Allied invasion of Europe, General Dwight D. Eisenhower 

recognized the tremendous value of Miller's organization. On May 24, 1944, he sent a cable to 

Washington requesting that the entire unit be transferred overseas to support radio 

broadcasting and troop morale. With the Supreme Headquarters Allied Expeditionary Force 

(SHAEF) establishing a combined Allied radio service, Eisenhower described Miller's organization 

as "the only organization capable of performing the mission required." 

The Army Air Forces approved the request, provided the unit remained under AAF control. 

Miller and radio producer Sgt. Paul Dudley flew to London on June 19, 1944, while the 

remainder of the band crossed the Atlantic aboard RMS Queen Elizabeth, then serving as a 

troop transport. 

Life in "Buzz Bomb Alley" 

Upon arriving in London, the Captain Glenn Miller Army Air Forces Orchestra was quartered in 

BBC Radio offices at 25 Sloane Court. Unfortunately, the building sat in the heart of what 

Londoners called "Buzz Bomb Alley," where German V-1 flying bombs terrorized the city day 

https://www.google.com/search?q=I+Sustain+the+Wings&rlz=1C1GCEA_enUS1200US1200&oq=I+Sustain+the+Wings+&gs_lcrp=EgZjaHJvbWUyCggAEEUYFhgeGDkyCAgBEAAYFhgeMgcIAhAAGO8FMgoIAxAAGIAEGKIE0gEJMzM0M2owajE1qAIIsAIB8QW4aigfhdZ9N_EFuGooH4XWfTc&sourceid=chrome&source=chrome.rb&ie=UTF-8#fpstate=ive&vld=cid:749626ab,vid:NvDuZNbLDoU,st:0
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and night. Sleep was scarce as the constant drone of the pilotless missiles echoed overhead 

before each terrifying explosion. 

Recognizing the danger, Miller quickly arranged for the orchestra to relocate to Bedford on July 

2, 1944. The move proved providential. On the very morning of their departure, a V-1 flying 

bomb struck directly in front of their former quarters at Sloane Court, destroying the building 

and killing more than 100 people. Reflecting on the narrow escape, Miller remarked, "As long as 

the Miller luck stays with us, we have nothing to worry about." 

The American Band of the AEF 

Once established in England, Captain Miller's American Band of the Allied Expeditionary Force 

(AEF) quickly became one of the most popular musical organizations in Europe. Through live 

concerts, radio broadcasts, and recordings, the orchestra lifted the spirits of Allied servicemen 

and civilians alike. For audiences exhausted by years of war, Glenn Miller's elegant blend of 

precision, warmth, and unmistakable swing provided a welcome reminder of home—and a 

hopeful glimpse of peace to come. 

 

On July 9, 1944, Major Glenn Miller's Army Air Forces Orchestra began one of its most 

significant wartime missions: broadcasting over the Allied Expeditionary Force Programme 

(AEFP) from London under the technical supervision of the BBC. These broadcasts reached 

Allied troops across Europe while also serving as a powerful psychological warfare tool aimed at 

occupied Europe and Nazi Germany. 

The 51-piece orchestra and its production staff presented a wide variety of programs designed 

to appeal to different musical tastes: 

• The American Band of the AEF – Featured the full 51-piece orchestra performing Glenn 

Miller's distinctive swing arrangements and patriotic music.  

• Swing Shift – A smaller dance orchestra led by T/Sgt. Ray McKinley, featuring lively 

swing music for servicemen.  

• Uptown Hall – A jazz program highlighting Sgt. Mel Powell's outstanding quartet and 

improvisational talent.  

• Strings with Wings – Highlighted the orchestra's string section under concertmaster Sgt. 

George Ockner, demonstrating that military music could also be elegant and refined.  

• Songs by Sgt. Johnny Desmond – Featured the orchestra conducted by M/Sgt. Norman 

Leyden, accompanying vocalist Sgt. Johnny Desmond, whose warm baritone became 

immensely popular with Allied audiences.  

• Piano Parade – Spotlighted the virtuoso piano performances of Pvt. Jack Rusin and Sgt. 

Mel Powell.  
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Beyond entertainment, Miller's organization supported the Office of War Information's Voice of 

America broadcasts to Europe. Through the American Broadcasting Station in Europe (ABSIE), 

the orchestra transmitted daily programs into occupied countries and Germany itself. 

One of the most unusual broadcasts was "Music for the Wehrmacht," a German-language 

program intended for German soldiers. Miller introduced selections using phonetic German 

scripts, assisted by a German-speaking announcer known as "Ilse," who was actually ABSIE 

broadcaster Gloria Wagner. To make the broadcasts even more authentic, Sgt. Johnny 

Desmond performed several songs in German. 

These carefully produced programs combined first-class entertainment with Allied psychological 

operations, boosting the morale of Allied troops while subtly encouraging German soldiers to 

question the Nazi regime. The broadcasts became one of the most successful examples of music 

being used as both a morale builder and an instrument of strategic communication during 

World War II. 

 
In England, the American Band of the Allied Expeditionary Force (AEF) maintained an 

exceptionally busy schedule, balancing radio broadcasts with frequent live performances at 

American air bases throughout Britain. These concerts became a major morale booster for 

Allied servicemen preparing for combat in Europe. 

The band's radio programs also attracted many well-known American entertainers stationed or 

performing overseas. Bing Crosby appeared as a guest on several broadcasts, while Dinah Shore 

not only appeared on the programs but also joined Glenn Miller for a special recording session 

at Abbey Road Studios in London. During these sessions, Miller's orchestra recorded a series of 
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German-language broadcasts for the American Broadcasting Station in Europe (ABSIE). The 

programs, which included musical performances and spoken announcements, were aimed at 

German soldiers and civilians as part of Allied psychological warfare, encouraging surrender and 

weakening enemy morale while highlighting the musical excellence of the AEF orchestra. 

 Military service personnel of all ranks enjoyed the band. Their 

concert at Eighth Air Force headquarters at Wycombe Abbey, 

England, was filmed by American Forces Network on July 29, 

1944. At the conclusion of the performance, General James H. 

Doolittle, commanding general of the Eighth Air Force and one 

of America's most celebrated aviation leaders, personally 

expressed his gratitude to Miller and his musicians. Addressing 

the audience, he declared, "Captain Miller, next to a letter from 

home, your band is the greatest morale booster in the European 

Theater." 

 

On Tuesday, October 3, 1944 Miller played his last Hangar Concert for American Servicemen 

at RAF Kings Cliffe in Northamptonshire. This airfield was home to the 20th Fighter Group, 

whose pilots had flown a mission that morning and had just returned in time to see Miller's 

performance. 

 During November 1944, Miller received approval to move the unit from England to France. The 

move was set for mid-December.  

 

 

As a precaution, prior to moving, with the 

approval of AEFP chief, Lt. Col. David Niven, 

Miller agreed to pre-record six-weeks of 

programs in advance of the December move. 

Lt. Col. David Niven 

General James H. Doolittle 

https://en.wikipedia.org/wiki/Eighth_Air_Force
https://en.wikipedia.org/wiki/RAF_Kings_Cliffe
https://en.wikipedia.org/wiki/File:Northamptonshire_UK_location_map_(2021).svg
https://en.wikipedia.org/wiki/20th_Fighter_Group
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 Glenn’s Last Flight 

 By Tuesday, December 12, 1944, the Major Glenn Miller Army Air 

Forces Orchestra had completed their prerecorded and regular 

broadcasts in England and prepared for the move to France.  

Miller was booked on a scheduled Air Transport Command passenger 

flight from London-Bovingdon to Paris-Orly on Thursday, December 14.  

 Miller was on standby for an earlier flight on December 13, but it was 

canceled due to bad weather in France. His reservation on December 

14 was also canceled. Miller grew frustrated and 

impatient, fearing that arrangements would not be 

made in time to accommodate the movement of his 

unit to France. He learned that Lieutenant Colonel 

Norman F. Baessell of the Eighth Air Force Service Command was flying to 

France on Friday, December 15, aboard a Noorduyn UC-64A Norseman, 

piloted by Flight Officer John R. Stuart Morgan. Baessell invited Miller to join 

them.  

Neither Miller or 2/Lt Haynes, Miller’s administrative officer 

(and former civilian agent), informed their chain of command 

that Miller was joining Lt Col Baessell on an unauthorized flight, a flight which 

SHAEF would have forbidden. Also, AEFP chief, Lt. Colonel David Niven had no 

idea Miller was coming to France with Baessell. It appears that leadership was in 

the dark. 

 

 

 

 

 

 

 

 

        

Lieutenant Colonel 
Norman F. Baessell 

Flight Officer John 
R. Stuart Morgan, 

US Army Air Forces 

Noorduyn UC-64A Norseman 

https://en.wikipedia.org/wiki/Noorduyn_Norseman
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                                   December 15  

At 0800, Flight Officer Morgan filled out a flight plan at the Alconbury air control desk. The 

traffic officer denied instrument flight rules (IFR) clearance to 

Villacoublay, France, due to weather conditions that were forecast for 

the Continent. Allied and German forecasters predicted days of 

overcast skies over the area. This forecast emboldened Germany’s 

Wehrmacht to launch a bold counterattack in the Ardennes on the 

morning of 16 December. Enter the Battle of the Bulge.  

Flight Officer Morgan was instrument-rated and experienced at flying 

across the Channel and over the Continent. Weather at Alconbury 

and Twinwood was approximately 3,000 ft overcast, which dropped 

to 2,000 ft along the coast and over the water. Morgan decided to proceed via contact flight 

rules (CFR), meaning that he had to maintain visual contact with the ground or sea. He departed 

Alconbury at 13:25 for the short hop to Royal Air Force Twinwood Farm near Bedford. 

 

The Eighth Air Force forecast and en route 

observations for 15 December reported 

stratocumulus, cirrostratus, and altostratus cloud 

layers from sea level upward, which included 

ideal conditions for icing at lower altitudes. Flying 

low under CFR rules, Morgan was heading 

directly into a fatal trap. 

Instead of stopping at Bovingdon, England for an 

IFR Cross-Channel clearance and a weather 

update, Flight Officer Morgan headed directly to 

Villacoublay, France. Therefore, the flight was not 

entered into the air traffic system, and the C-64 

Norseman was ‘invisible’ to flying control. 

Under IFR rules, Morgan would normally cruise at 

5,000 ft above the moist low cloud and icing 

conditions. The ceiling at Langney Point was 

down to 2,000 ft as the C-64 Norseman passed 

overhead and was duly logged by the Royal 

Observer Corps. 

           December 18 
Miller’s men and equipment arrived at Orly (Paris) aboard three C-47s on a clear and sunny day. 

That is when Eighth Air Force and SHAEF realized that Glenn Miller was missing and 8th Air Force 

began a frantic search.  

https://en.wikipedia.org/wiki/Battle_of_the_Bulge
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Meanwhile, Miller's unit prepared to begin their broadcasting and concert duties. Since they 

were scheduled for a Christmas Day broadcast from Paris to England and via shortwave to the 

United States, news of Miller's whereabouts would have to be released.  

                             Christmas Eve, December 24 
On Christmas Eve, Miller's wife Helen received the dreaded telegram, notifying her of Glenn’s 

disappearance.  

                          Christmas Day, December 25 
The Major Glenn Miller Army Air Forces Orchestra appeared as scheduled, conducted by Miller’s 

second in command, arranger and pianist Jerry Gray. The unit continued to broadcast and 

appear throughout Europe. Gen. Eisenhower presented the band with a Unit Citation. After the 

war ended in 1945, upon returning home, the unit resumed their I Sustain the Wings series 

program with NBC.  

                                     The AAF Band 
On November 13, 1945, the AAF Band appeared at the National Press Club for its final concert, 

which was attended by President Harry Truman and Canadian Prime Minister William Lyon 

Mackenzie King. When the band played Miller's theme "Moonlight Serenade," the president 

stood and led the audience in a spontaneous round of applause. General Eisenhower and 

General Arnold congratulated the band for a job "well done."  

Their last performance was the I Sustain the Wings broadcast at Bolling Field, Washington, DC, 

on NBC radio on November 17, 1945. Its personnel were gradually discharged, and the unit was 

disestablished in January 1946. 

                                    1945, Condolences 
Helen Miller accepted her husband's Bronze Star medal at a ceremony at Miller's New York City 

business office on March 23, 1945. When Miller was officially declared dead in December 1945, 

Helen received a formal letter of condolence and appreciation from General Arnold.  

                       Theories and Probable Cause 
It was a cold, overcast day, and icing conditions existed along the route. Unfortunately, the 

Norseman was not equipped or approved for flight in known icing conditions. Aviation experts 

and historians have long suggested that ice accumulated on the wings and possibly within the 

carburetor induction system. Although the Norseman was equipped with carburetor heat, that 

system could not prevent structural ice from forming on the wings and other airframe surfaces. 

As the ice accumulation increased, the aircraft's performance would have steadily deteriorated 

until it could no longer maintain flight. The Norseman ultimately disappeared into the frigid 

waters of the English Channel, claiming the lives of all three men aboard. With no wreckage 

ever recovered, the exact cause—or combination of causes—behind the crash remains forever 

hidden beneath the sea. 

https://en.wikipedia.org/wiki/William_Lyon_Mackenzie_King
https://en.wikipedia.org/wiki/William_Lyon_Mackenzie_King
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On January 20, 1945, an Eighth Air Force Board of Inquiry in England determined that the 

Norseman UC-64 went down over the English Channel due to a combination of human error, 

mechanical failure, and weather. Remains of the UC-64 and its passengers have never been 

found. The three officers were officially declared dead on the standard year and a day after they 

disappeared. Remains were never recovered. 

Tablets of the Missing 

Miller's name is engraved as Alton G. Miller on the 

Tablets of the Missing at the Cambridge American 

Cemetery and Memorial operated by the American 

Battle Monuments Commission in Cambridge, 

England. The names of Flight Officer John R. S. 

Morgan and Lieutenant Colonel Norman Baessell are 

also carved there. Many Americans who died in the 

Second World War in Europe are buried there. On 

behalf of Miller's family and the Glenn Miller 

Birthplace Society, an Air Force wreath ceremony was conducted there on the 50th anniversary 

of their deaths, December 15, 1994. A moment of silence was held there and at Arlington 

National Cemetery.  

1992, Memorial Headstone  
At his daughter's request nearly 50 years later, an official, 

government-issued memorial headstone was placed for Major 

Alton Glenn Miller, US Army (Air Corps), in memorial section H at 

the Army-run Arlington 

National Cemetery, 

Arlington, Virginia.  

 

A trombone, 464-A, and 

the words "Bronze Star 

Medal" are carved on 

the back of the white 

marble marker.  

 

 

https://en.wikipedia.org/wiki/Cambridge_American_Cemetery_and_Memorial
https://en.wikipedia.org/wiki/Cambridge_American_Cemetery_and_Memorial
https://en.wikipedia.org/wiki/Arlington_National_Cemetery
https://en.wikipedia.org/wiki/Arlington_National_Cemetery
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This article will have a Civil Air Patrol taint, but the essence applies to not only regular FAA 

flying, but really all things in life. 

Mistakes happen!  It is part of our very existence.  While there is no substantiated 

percent of how much we learn due to mistakes, research data I have seen implies it 

is significant.  Personally, I am in a higher bracket of mistake making, so I should I 

know a lot more than I do.  It seems there is a catch.  See below. 

I will quote from Ms. AI about learning from mistakes:  

“Attention: Errors make us pause.  This pause sends a signal to the brain that says, 

“Pay attention, this is important.” 

Memory: Studies show that when you make a mistake and then find the right answer, you 

remember the information 15%-20% better over time than if you never made a mistake at all. 

Neuroplasticity: Your brain physically grows new synapses (connections) every 

time you struggle through an error. 

I am feeling better, for as I said, I make a lot of mistakes. Therefore, I should have 

an Einstein sized brain by now.  However, one needs to struggle through and 

correct the mistake. 

proctor 
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When I first began flying Mooney airplanes, I grabbed a 

thick blank notebook and after each flight, I entered data in 

a journal.  I first wrote a little of what I think I did right, 

which always seemed to be much smaller than the bigger 

and much longer mistakes part.  I know for certain that I 

learned much more about properly flying my Mooney than 

had I not kept a journal.  In the future, I will relay some of 

my early entries. I occasionally still add to this notebook. 

Recently I flew a check ride with a newer pilot, to his CAP 

unit. In his CAP version of a Flight Review, he got an 

unsatisfactory rating.  Yes, in CAP, while they don’t call it a 

failure, it is an “UNSAT” rating, and you are now grounded. 

Obviously, this pilot was not happy, but he seemed to take it 

well. 

Now for the good news. This pilot’s unit will now give him special attention.  First, this pilot was 

weak in the oral session, both in the POH and in general aviation knowledge.  So, Billy, (made up 

name) will receive focused personal and assisted training in the POH, etc.  Next, he will get 2-3 

flights with one of the better CFIs, so that he can learn what he was doing wrong and how to do 

the maneuver correctly.  I predict that he will learn better from this experience, versus just me 

doing a debrief.  Having failed (UNSAT), his intent and ability to learn will be greater.  Therefore, 

improvement comes from mistakes. 

So, back to Mooney flying. Pay attention to your mistakes.  There are great 

opportunities to document mistakes. More important, you get to sort 

out what will be the steps to avoid this mistake and other mistakes in 

the future.  Then, sit back and feel your brain grow! 

Don’t go out purposely to make mistakes. Rather, when you do 

make mistakes, gain from them! 

Fly Safe, Jerry 
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Our regular readers will recall that after 46 years of adventure, hard work, lessons, 

romance, and heartbreak, I sold “Rambo” last October.  I am content with both the 

decision to sell, and the life altering experiences that came before. 

Many of the tales we hear and read in aviation are “ILAFFT,” or humor, or humility.  I’ve 
got a stack that I’ve held back because, perhaps the Statute of Limitations hasn’t yet 
expired.  I’ve sold the plane and live in a foreign country.  Perhaps I’m in the clear now? 

In 2012, I “jail-broke” my nine-year-old grandson out of second grade and headed to 
South American for three months. 
We planned to cross the US, cross 
the Bahamas, in Nevis to visit my 
deceased father’s homestead and my 
deceased wife’s family estate, and then 
continue to the Southern Continent. We 
departed the Caribbean from Grenada, 
direct to French Guiana, which ended up 
being about 7+ hours over ocean due to 
headwinds and a solid wall of boomers 
lining the shore. After much circling and 
considering my sinful ways, we flew a 
Stormscope Approach from the 
shoreline, in between restricted areas 
and level 5 nastiness. 

We had a great time roaming through Brazil and Uruguay, with a side trip to Buenos Aires. We 
then both flew home commercial, leaving Rambo at a Uruguayan crop duster’s strip. 

peterson 
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Several months later, I flew back to pick up my plane. This time, I was traveling alone and found 
that the duster operation had taken good care of Rambo. Uruguay is the least bureaucratic of 
the countries down there, so off I went. 

The leg from French Guiana to Grenada started out tranquil. Learning from our trip down, I took 
a dogleg farther out over the ocean to skirt an FIR border controlled by Guayana. If you cross 
their border and follow instructions to radio them, you will receive a letter demanding $150.  
So, let’s go around the border.  Ocean is ocean. 

Exactly half-way between French Guiana and Grenada, I noticed my voltmeter was sitting in the 
middle of the arc. All my efforts to toggle switches and push breakers made no difference. 

I had already checked in with Trinidad, who controls that part of the Atlantic. I pushed the 
button and said, “Piarco approach, N28X. I’ve lost my alternator and will be shutting down all 
electrics.” 

“N28X. Piarco. How will we receive position reports?” 

“Not my problem Piarco. I’ll call you back when I get close to Grenada.” 

My iPad became my sole navigation device for the next three hours.  There was no better choice 
than Grenada, and it was lovely Caribbean VFR. 

It’s risky for me to have nothing to do. I’m likely to consider what sort of light maintenance I can 
tend to. This isn’t encouraged while in-flight. Crossword puzzles. A good book. It is best not to 
dial up good music on the iPad, lest that take electrons needed for later. 

Eventually, Grenada came into sight. They weren’t pissed, and I landed. 

As I arrived at the tie-down, the nose tire went flat. 

A young ramp rat went straight to work, and I returned the next morning to find that the 
patched tire was holding up well. 

I already had plans to meet my future ex-girlfriend on Nevis. She was due to fly down in two 
days. 

I called her and described exactly where a used alternator was sitting in my garage, having been 
removed during an engine overhaul 17 years earlier. I then called Interav, who informed me 
they had gone broke and were closing the shop. “Do you have a regulator and brush box?”  
“Yes.”  “Can you overnight them to my home?” “Yes.” 

I ground-charged my battery all night, reinstalled it in the morning, then looked north toward 
Nevis and saw solid rain showers. I heard whispering voices in my head say, “Maybe I can dodge 
my way through?”   

An easy VFR departure, climbing and zigzagging looking for a gap. 

“Island approach, I’d like an IFR clearance from present position to Nevis.” 

“Stand-by 28X.  Maintain your current heading.”  Which was north toward Nevis. 

About 20 minutes later I popped free back into uncluttered blue sky. 
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“N28X, ready to copy your clearance?” 

“Never mind, I’m in the clear and will continue VFR. 

The Grenada – Nevis trip takes about an hour and a half, and I was carrying 10 hours of fuel.  
While I was comfortable that my non-charging airplane would be fine, a rumbling gut and other 
voices will scold us when we know we’re being bad. 

Two days later my lady friend arrived on St. Kitts with an extra bag full of airplane parts.  
However, Customs on St. Kitts decided the parts were suspect, and kept them while she took 
the ferry to Nevis and our domicile, “Oualie Beach Resort Hotel.” 

  
“Omel” runs the Nevis airport and probably every 
other hustle on the island and surrounding areas. I 
had known her for decades, but hadn’t seen her for 
ten years. When my grandson and I landed, she 
rushed up and took us both into her arms. There is 
nothing that requires more than one telephone call 
from Omel, and my airplane parts arrived on a boat 
later that afternoon. 

The Nevis ramp is black, hot and not smooth. Entire 
large bolts could disappear into the asphalt cracks. It 
was only after removing the cowling and alternator 
that I discovered my problem was just a broken brush. 
My new brush box would have made fifteen minutes 
work of it, but sometimes we don’t find the easy way 
until we try all the hard ones. Correction. We NEVER 
try the easy way first. 
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After a rocky conjugal week, 
the future-ex took the shuttle 
back to Puerto Rico then 
Miami. I checked my tanks and 
made the same trip, refueling 
in Isla Grande on Puerto Rico.  
My next leg was 7+ hours over 
the Bahamas, at night. Because 
I was traveling from Puerto 
Rico to the MIA airport, no 
Customs were required.  I 
made it to our hotel room less 
than an hour after Shirley. 

A few days later, I landed at 
Carson City, where, on rollout, 
the nosewheel went flat. 
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Some flights are just better than others. I still haven’t had a “perfect flight.” There’s 

always a negative aspect of the flight, such as I missed or bungled a radio call, it was 

bumpy, there was a headwind for some (or all) of the flight, in a lapse of judgement I 

decided to treat the centerline as a suggestion on landing instead of a requirement, 

and the list goes on and on. 

However, some factors can outweigh others. If the headwinds aren’t too bad, then 

smooth air cancels them out. If there’s time in IMC, the reward of breaking out into a 

breathtaking view makes it worth it. And if there’s a tailwind, then the bumps don’t 

seem to bother me as much. What if you could combine all the good and leave out all 

the bad? That’s exactly what happened on June 26th over the course of two flights. 

Our newest granddaughter had been born earlier in the month in Idaho Falls, and the pictures 

we were getting were wonderful, but we were itching to get there to meet her in person. 

However, before launching for Idaho Falls, I wanted to get in a quick flight and hopefully grab an 

approach in IMC that morning. I needed one more approach before the end of the month to be 

current going into July and always prefer actual to simulated IMC. 

The marine layer had been showing up like normal through the month of June, often called 

“June Gloom.” However, the past few days it had also been burning off early. My alarm went off 

at its usual 4:30 AM and I rolled out of bed, got dressed, picked up a weather briefing, and 

Brown 
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headed to the airport. After pre-flight, I climbed in, started up, and taxied to the run-up area. I 

think I was the only thing moving at the airport. 

I figured that I wouldn’t have a hold for departure, so I went through my takeoff checklist and 

got everything set before calling SoCal on my phone via the Bluetooth in my PMA 450B Audio 

Panel. If you’ve never experienced it, it is amazing. It’s just like talking on the phone but through 

your headset. 

 

I told the controller I had an IFR plan on file and just wanted to depart Fullerton and fly the 

RNAV 24 approach back to a full stop. He told me to stand by, so I started taxiing while I waited 

for him to get back to me, again with anticipation that I would get an immediate release. I 

would just stop on the taxiway when he came back—like in ’Twas the Night Before Christmas, 

there was nothing stirring at the airport. I was almost at the end of the taxiway when he came 

back and asked if I was ready to copy. 

I stopped and confirmed I was ready to copy and received my clearance. After the readback he 

asked if I was ready for departure, which I confirmed. He cleared me, gave me a void-if-not-off 

time, and said, “I’ll talk to you in a few minutes.” 

I announced taking the runway and a left crosswind departure, made another check of final, 

gave a little throttle to roll onto the runway, then pushed it all the way in and was airborne at 

5:59 a.m., climbing toward the 1,800’ overcast. The same voice from the phone call greeted me 

when I checked in and told me to climb and maintain 3,000’ along with a heading. Leveling off 

at 3,000’ I could just barely see hints of the sun trying to fight its way down into the layer. 

Speaking to nobody but myself I said, “We might get some sun… maybe... Oh there it is! Oh, 

yes! That’s awesome!” (Does anyone else talk to themselves when alone in the plane?) 

I had broken out and was just skimming the tops of 

the clouds with the sunrise right in front of me. I 

cruised along, skipping through a thin cloud here 

and there before finally running into a bank where I 

would remain until breaking out on the approach. I 

think it was a total of about 90 seconds, and it was 

glorious. A couple of vectors later and I was 

established on the approach, then eventually broke 

out, and came in for a nice landing. 

With the plane back in the hangar, I hopped in the truck and headed home to pick up my wife. 

Why not have her just drive and leave her car at the airport, you ask? Well, she was going to 

stay in Idaho Falls a couple of extra days, then fly home commercial. I didn’t want to drive back 

to FUL to get her car after picking her up at SNA the next week. 
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Before I get to the flight, I need to go back to the day before when I planned it. I always plan a 

fuel stop when flying from Fullerton (FUL) to Idaho Falls (IDA). It’s about 780 miles and I cruise 

at 172 mph on 9.5+ gph, so with no wind that’s about 4.5 hours and 43+ gallons of fuel. My 

plane holds 52 gallons; my personal minimum is to be on the ground with 10 gallons in the tank, 

so it pretty much guarantees a fuel stop. 

The problem I saw is that all my regular stops—Milford (MLF), Delta (DTA), Filmore (FOM), even 

if I went to Tooele Valley (TVY)—were forecast to have very strong winds. We’re talking about 

gusts over 40 mph. Earlier in the week, there were airlines that diverted from SLC because of 

the winds. Winds up into the low 30s are okay, as long as they are down the runway. Pushing 

above 40 – no thanks. 

Then another thought crept into my mind. The winds at 10,000’ were going to be good—really, 

really good. I’m talking almost aligned with my route of flight and 30–40+ mph for huge sections 

of it and parallel with the mountain ridges. It looked like just a river of air flowing up the valleys 

I would be flying. What if I could make the flight in about 4+ hours, lean it back to about 9 gph, 

and not make a fuel stop? 

Running lean of peak just isn’t a thing in my carbureted Mooney. The fuel/air mixture 

differences between the cylinders is too great, but I can run right around 9 gph at 9,500’. The 

further I got north of Ogden (OGD), the winds on the ground were more manageable. After 

more deliberation and looking at options, I decided that we would try to make it without a stop. 

If the fuel planning wasn’t working out because of winds, we would stop in Malad (MLD), 

Preston (U10), or Bear Lake (1U7). I knew I could make the flight and land with the VFR 

minimum of 30 minutes, but that is not my minimum of 10 gallons. I also reminded myself a few 

times that I set that minimum when I started flying and it was inviolate, never to be broken. 

 

Yes, I know that it is above the FAA minimum, but I have read too many accident reports that 

started because pilots violated their personal minimums. Ten years and 1,300+ hours later I 

haven’t broken that rule and I wasn’t going to break it on this flight. 

We stopped at the Golden Ox on the way to the airport to pick up breakfast burritos. 

A nice sausage-egg breakfast burrito is good for ensuring no restroom breaks are 

needed along the way. Often, I pull the plane just out of the hangar for the fuel 

truck, but there’s a little bit of a slope and you can’t really fill the tanks. That 

morning, I pulled it all the way to the flat area. When the fuel truck showed up, I told 

them to top it off as full as they could get it. They all seem to have a different definition of “top 

off,” sometimes leaving a ½ to full inch for expansion, but I wanted every drop of fuel I could 

get. 

The marine layer was still a little patchy, so I picked up my IFR clearance and we were airborne 

at 9:18 a.m. By about 2,200’ we were on top, and at 3,400’ I told SoCal I would cancel IFR and 

proceed VFR. I didn’t want to waste time and fuel getting climb vectors.  
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The winds did not disappoint. Passing through 9,000’ still in a 

climb of 115 mph IAS, our ground speed was pushing above 

150 mph. Normally I will fly that route VFR at 9,500’, because 

after I pass about 10,000’, I start losing speed in cruise. The 

engine just loses power the higher you go. However, the 

tradeoff on this flight was better winds, so we took the climb 

all the way to 11,500’. Our Inogen G5 oxygen concentrator 

kept sats in the upper 90s. 

This is where the fun really began. With a TAS showing between 170–180 

mph, depending on the up and down movement of the air, our 

groundspeed was spending a lot of time above 200 mph. An hour and 15 

minutes in, we were flying over Vegas, and just over 3 hours in, we were 

passing Salt Lake. It usually takes around 3½ hours to get to Provo (PVU). 

We were really moving along. I had been burning right at 9 gph, and unless 

the winds reversed by some miracle, we were going to make it without a 

fuel stop.  

We began our descent 25 minutes out and landed with 12 gallons on 

board, 4 hours and 13 minutes after taking off. We had flown 794 miles, 

non-stop, with an average groundspeed 

of 188 mph, including the climb. I know 

you folks with the Bravos, Ovations, and 

Acclaims are faster than that, but I’m 

talking about my little converted M20D 

with a 180 hp Lycoming O-360. Also, all 

but the last part of the flight was as 

smooth as it could be. I think Kathy slept almost the whole 

way.  

We picked up the rental car and headed over to meet the 

newest member of the family. I know everyone says all 

babies are beautiful, but let’s be honest, sometimes that’s 

just what you’re supposed to say. But in this case, she really 

is beautiful. A smooth flight with amazing tailwinds and a 

beautiful granddaughter. What more can you ask for? 

 

As always, thank you for taking the time to read. If there are things you would like 

me to write about (or not write about), or if you just want to say hello, drop me an 

email at richard@intothesky.com. If you’re ever in Southern California and want to 

meet up, let me know.  

mailto:richard@intothesky.com
https://intothesky.com/
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In my experience, most Mooney owners are excellent pilots. However, if there is one area where 

many could improve, it is precise airspeed control. I have been a Mooney-specific flight 

instructor for more than 30 years and have flown with hundreds of Mooney pilots over 

thousands of hours. Almost without exception, they have been capable and conscientious 

aviators. Yet one common trait I have observed is that many do not place enough emphasis on 

flying precise airspeeds. 

Typically, precise speed control is not the most important flying skill. There are times, however, 

when being able to fly at a specific speed is very important. Landing speed, of course, is 

extremely important in a Mooney. Ten knots too much over the fence can be dangerous, 

especially in a cross wind. 

I once had a student who co-owned a Mooney 231 with another pilot. My student was quite 

skillful but he was constantly complaining about his co-owner. He felt unsafe in flying with the 

other pilot, especially during landings. He asked me if I would be willing to fly with his partner to 

see if I could offer him advice on how to improve his landing skills. 

When I went up with my student’s partner, I asked him to demonstrate a normal landing. I 

noticed that he was going really fast on final approach, which made me a little nervous.  As we 

got closer to the runway, he slowed down a little 

, but was going over the fence at 85 knots.   

I told him to abort the landing and go-around. When discussing this with him he explained that 

he always flew at those speeds because he was afraid to fly any slower. 

Johnson 
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Instead of doing another landing, we flew out to 

a practice area and performed a number of 

maneuvers in slow flight. I showed him that his 

Mooney would fly fine at 75 knots and that he 

should use this speed going over the fence on all 

his landings. We even slowed the aircraft down 

to 70 knots and then to 65 knots. The plane was 

a little sluggish but flew fine. I thought I had 

convinced him that is would not be necessary to 

fly over the fence at 85 knots to remain safe.   

To test my student’s partner, I had him do another landing at the same airport using 75 knots 

over the fence instead of his normal 85 knots. We were both delighted that he performed a 

perfectly smooth landing. He seemed happy and I felt that I had helped him be a safer pilot and 

saved the relationship between he and his aircraft partner. Everything seemed well. 

A few months later, I heard from my student that his partner crashed the Mooney. Despite my 

advice, during a strong crosswind he again flew over the fence at 85 knots. The Mooney floated 

halfway down the runway and drifted across the runway into several aircraft that were parked 

along the runway edge. This caused substantial damage to his Mooney, as well as to several 

other aircraft. Needless to say, my student no longer owns the Mooney and his partner is no 

longer a pilot. 

This is an extreme example of the importance of precise speed control when landing a Mooney.  

There are other times when speed control is vital. When I am participating in a pilot proficiency 

program with the Mooney Safey Foundation, there are many Mooney’s in the air at the same 

time. Often several Mooney’s are coming into an airport at the same time to do the same 

instrument approach. To control the flow, the controller will typically ask the Mooney pilots to 

fly at a specific speed. In this case, precise speed control is important. 

To teach the Mooney pilots I fly with precise speed control, I use a few simple drills. On take-off, 

I ask them to rotate at a specific speed rather than just letting the plane lift off by itself. In a 

Mooney 231, this is typically 67 knots. I then ask the pilot to accelerate to a specific initial climb 

speed (96 knots in a Mooney 231). Upon reaching 1,000 feet, I ask the pilot to accelerate to a 

specific climb speed (typically 105 knots) until acquiring cruse altitude. This drill forces the pilot 

to think about speeds and improves his or her precise speed control. 

Another drill I have found useful is what I call a “constant speed drill.” I have the pilot slow the 

Mooney down to 90 knots. I then ask him or her to make a one-minute, 180-degree standard- 

rate turn while climbing 500 feet and maintaining 90 knots during the climb. After reaching the 

higher altitude, I ask the pilot to descend at 500 feet per minute in another 180-degree 

standard rate turn back to the original attitude while again maintaining 90 knots.     
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Most Mooney pilots find this difficult at 

first, because they are not used to 

timing turns, maintaining standard 

rate, watching rate of climb, watching 

altitude and speed all at the same 

time. However, after doing the 

maneuver a few times, they generally 

get quite good at all these things.  It 

also makes them think about speed 

control in a Mooney, which I think 

makes them a better pilot. If you are a 

Mooney pilot, you may think about 

doing these, or similar, drills to 

improve your ability to precisely 

control the speed of your Mooney.  

Most Mooney owners are excellent pilots, but I have found they can be even better pilots if they 

pay a little more attention to precise speeds while they are flying. There are times, such as 

landings and when flying in crowded airspace, when being able to fly at a specific speed is very 

important. Just a little practice, such as performing the drills I mentioned in this article, could 

help make an excellent Mooney pilot fly even better. 
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Hello my fellow Mooniacs,  

My name is Richard Simile, and I am the President of Thunderbird Aircraft Sales. Thunderbird Aircraft 
Sales Specializes in the Sale and Brokerage of late Model Mooney Aircraft. If you are considering the 
purchase of a newer Mooney, or thinking about selling your current Mooney, we hope you will 
consider using Thunderbird Aircraft Sales. Our objective is always to provide a very pleasant 
transactional experience for all parties involved and that is a formula that works well. We have three 
offices, Auburn, AL, Chandler AZ, and Pensacola FL. Please give Thunderbird Aircraft Sales a call 602-
884-2111, or email  richard@thunderbirdaircraft.com. We look forward to being of service to you. 
Thank you.    

richard@thunderbirdaircraft.com or 602-884-2111 
https://thunderbirdaircraft.com/   
334-332-2100 Auburn, AL Office|602-884-2111 Chandler, AZ Office|850-723-3644 Pensacola, FL Office 

Jingle Your Keys 
by Richard Simile, Thunderbird Aircraft Sales 

Over the years, I have discovered that simple motor function reminders for safety tend to be the 

best. One of them is the "JINGLE THE KEYS" method after the Mag Check and shutdown. In its 

purest form, it is ultimately simplistic. The objective is to develop a habit to assure that the keys 

have been removed from the ignition after flight. What are you doing when you hold them up 

HIGH and JINGLE them in front of your face? You are showing the line guy who is about to chalk 

the nose gear, that it is safe. RIGHT??? WRONG!!!!!! Who is really the next person going near 

that prop with a warm engine 88% of the time????? That's right, it's YOU!!! while putting it 

back in your hangar. So, the simple goal here is to create an easy to duplicate motor function 

that assures that the key is removed from the ignition before YOU move the prop by hand to 

adjust it for the tug. This method can also be enhanced by placing the keys on top of the 

glareshield in clear view. I have fun with it on demos, and most of the folks are guessing it's for 

the Line Guy. However, it's really for your own protection. Try it. Key Jingling is fun!!:). 

 

Thunderbird Aircraft Sales 

Specializing in pre-owned 

Mooney Sales and Brokerage 

mailto:richard@thunderbirdaircraft.com
mailto:richard@thunderbirdaircraft.com
https://thunderbirdaircraft.com/
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https://mooneymover.com/
https://mooney.com/wp-content/uploads/2020/12/100-HOURANNUAL-Inspection-Guide.pdf
https://themooneyflyer.com/tech-mech.html
https://drs.faa.gov/browse
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Send your questions for Tom to TheMooneyFlyer@gmail.com 

 

What is your story behind founding 

TopGun Aviation? 
 

The Top Gun Aviation Story  
As in all stories, this one begins at the beginning. 

I celebrated my nineteenth birthday on June 15, 1952. I had just graduated from 

high school and was preparing to begin my freshman year at Monterey Junior 

College. But life had other plans. 

My father had passed away the year before, and the Korean War was in full swing. Just one 

week after my birthday, I received my draft notice. Since I was on my own, I decided to enlist in 

the United States Air Force rather than wait to be drafted. 

I should mention that military service was a natural path for me. After a 30-year career, my 

father had retired as a Colonel, and my older brother was already serving in the Air Force. 

Enlisting gave me more choices than simply being drafted. 

I was sent to basic training at an Air Force base in Pleasanton, California, not far from home. 

Ironically, the base had no runways or aircraft. It had been opened specifically to train recruits 

during the Korean War. 

After basic training, I was assigned to Denver for training as a turret systems mechanic, the first 

step toward becoming an aerial gunner on either a B-26 or a B-29. The technical school lasted 

TG 

mailto:TheMooneyFlyer@gmail.com?subject=Question%20for%20Tom%20Rouch
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about six months. Upon graduation, I was promoted to Airman Second Class (A2C), earning my 

second stripe. 

From there, I began aerial gunnery training in the B-29 Superfortress, where each crew included 

four gunners. After completing the course, I earned my gunner's wings and waited for orders to 

be deployed overseas. 

The Korean War ended and then, almost overnight, everything changed. In an instant, the job I 

had spent nearly two years training for no longer existed. Instead of heading overseas as a B-29 

gunner, I suddenly found myself without a mission and wondering what would come next. 

Since the Korean War had ended, the Air Force was in a major state of 

transition. After spending a couple of months at Lowry Air Force Base 

in Denver, most of us former gunners were sent to Sheppard Air Force 

Base in Wichita Falls, Texas, to be trained as aircraft mechanics for 

multi-engine, reciprocating-engine aircraft, primarily the B-29. 

That school lasted nine months. We weren't sure where we would be assigned afterward, 

because the B-29s were already being retired and sent to the boneyard in Arizona. To our 

surprise, the day after graduation, we were put on a bus and sent to Amarillo, Texas, for jet 

engine school. It seemed ironic. For more than a year I had been training to work on multi-

engine propeller aircraft, and now I was learning to maintain jet engines. 

When I finally completed that training, I received orders to my first 

permanent assignment: Castle Air Force Base in Merced, California. I 

was assigned to the 329th Bomb Squadron, which had recently 

transitioned from the B-50 to the B-47. After more than two years of 

training, I finally had a real job. 

I'll try to cover the next twenty-four years quickly, but bear with 

me—you'll see how it eventually led me to Mooneys. 

After about two years, I became a B-47 Crew Chief and was 

promoted to Staff Sergeant. In June 1955, our wing began 

transitioning to the first B-52s in the Air Force. During the following 

year we received forty-five aircraft and became the Strategic Air 

Command's primary B-52 training wing. 

I had been the youngest B-47 Crew Chief in the squadron, so when it came time to assign B-52s, 

I was last in line. As a result, I inherited an airplane that had already spent nearly two years at 

Edwards Air Force Base in Southern California as a test aircraft. It had seen better days—even 

losing a landing gear at one point—but I was thrilled to become its Crew Chief. 
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It's worth explaining that in those days every Air Force aircraft had its own dedicated Crew 

Chief. We weren't responsible for an entire fleet; we were responsible for one airplane. We 

knew every rivet, every system, and every quirk of that aircraft. 

My B-52 was the third production aircraft built, carrying the serial number 52-0006. As an 

interesting footnote, the B-52H models still flying today were built between 1961 and 1962. A 

total of 744 B-52s of all models were produced, and today only about 76 remain in active 

service—a remarkable testament to one of the most enduring military aircraft ever built. 

One of my friends at Castle was from Los Banos and owned a 

Culver Cadet. On weekends we would take it flying, giving me my 

first real taste of general aviation. I was hooked. 

I served with the 329th Bomb 

Squadron for just over three years and eventually was assigned a 

brand-new B-52G, serial number 52-0395, christened City of 

Turlock, named after the nearby community. Finally, after more 

than two years of school and training, I had settled into the job I 

had worked so hard to earn. 

Then came the Cuban Missile Crisis. SAC was rapidly deploying intercontinental ballistic missiles, 

but the program was struggling to get enough missiles into combat-ready status. The Air Force 

decided to pull about fifty experienced B-52 crew chiefs and send them to missile school at 

Sheppard Air Force Base. Since we were already responsible for maintaining one of the nation's 

largest nuclear weapon systems, they figured we could manage missiles as well. I was one of 

those selected. 

After an intensive, condensed training course, I received orders to Lowry Air Force Base in 

Denver, where I was assigned as the supervisor of a Titan I missile complex. The site consisted of 

three liquid-fueled missiles housed underground about 65 miles from the base. That assignment 

also taught me how to commute. 

I spent about two years with the Titan I program before the Air Force decided to replace the 

liquid-fueled missiles with the solid-fueled Minuteman. Suddenly, I was out of a job again. I 

wasn't disappointed, though. Missiles are fascinating machines, but they're also incredibly 

boring—they never actually do anything unless the unthinkable happens. I was more than 

happy to return to airplanes. 

 My next assignment was to a B-52 wing at Beale Air Force Base near Marysville, California. I 

was there for only about a year before receiving orders to 

the Philippines, where I joined a small unit operating four C-

140 JetStars. We spent two years there, frequently flying 

into Vietnam for a week at a time in support of the war. 



The Mooney Flyer Volume 15 Number 8 August 2026 
 

Page | 41  
 

It was during that assignment that our son, Mark, was born. I almost missed his birth because I 

happened to be in Vietnam when Bev went into labor. Fortunately, I made it back just in time—a 

moment I'll never forget. 

The Vietnam War kept us constantly on the move. Between 1965 and 1975, I was transferred 

seven different times and worked on four different aircraft types. 

One of those assignments was a one-year tour in 

Vietnam, where I supervised major maintenance on 28 O-

2A aircraft (Cessna 337). It was my first experience 

maintaining propeller-driven aircraft, and the job was 

much like performing continuous annual inspections to 

keep the airplanes mission ready. 

As the United States began withdrawing from Vietnam, my final assignment there was   

overseeing the disassembly of all 28 aircraft. They were 

loaded aboard C-5 Galaxy transports and flown back to 

the United States. Once again, I thought I was out of a 

job, but instead I was reassigned to Cam Ranh Bay, 

where I became responsible for a squadron of OV-10 

Broncos. 

 After that tour, I was assigned to McClellan Air Force 

Base near Sacramento. I bought the house where I still 

live today. Less than a year later, however, I was sent 

back to Southeast Asia—this time to Ubon, Thailand—as 

the Line Chief for a squadron of AC-130 gunships. I 

thoroughly enjoyed that assignment. 

When the war finally ended, I once again found myself without an aircraft to maintain. By then I 

had completed 20 years of service, so I told the Air Force that if they didn't send me back to 

Sacramento, I would retire. 

 To my surprise, they promoted me to Chief Master Sergeant and assigned me to the 

B-52 Bomb Wing at Mather Air Force Base, only seven miles from my home. There I 

served as the Line Chief for 15 B-52G bombers and supervised 104 mechanics. It was a 

wonderful way to finish my Air Force career. God is good. 

After 26 years of service, the Air Force announced that the B-52Gs would be retired to the 

boneyard. With that, I decided it was time for me to retire as well. 

The first thing I needed to do after retiring from the Air Force was earn my Airframe and 

Powerplant (A&P) license. Because of my Air Force experience, I only had to take the FAA 

examinations. There were several written tests, which I completed fairly quickly. One practical 
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test, however, required me to time an aircraft magneto. Ironically, I had never even touched a 

magneto in my life, but I managed to complete the task successfully. 

I should mention that once I made Staff Sergeant in the Air Force, I became a supervisor. For 

nearly the next twenty years, I never carried a toolbox. My job was leading people and 

managing maintenance operations rather than turning wrenches. 

With my A&P certificate in hand, I had to decide whether to pursue a career with the airlines or 

in general aviation. I chose general aviation because the airlines seemed too much like the 

military—large organizations that felt rather impersonal. My goal was to find a management 

position, which I felt was my greatest strength. 

After a lengthy search, I landed a job as Director of Maintenance for Performance Aircraft in 

Hayward, California. The company also had a facility in Van Nuys and was one of the largest 

Mooney dealers in the country. In addition to Mooneys, they sold Piper and Lake aircraft and 

managed a large fleet of leaseback airplanes used for rental and flight training. 

Those were the glory days of general aviation. During my first year there, we sold at least forty 

new Mooneys. The downside was that my wife had grown tired of moving, so she stayed in 

Sacramento with our four children while I lived in Hayward during the week and came home on 

weekends. I needed to work because my military retirement alone wasn't enough to support a 

family of six. 

 I partially solved the commuting problem by buying a Cessna 150 and learning to fly. Since we 

had a flight school and rental fleet, one of our 

instructors agreed to teach me. We usually flew before 

work each morning, and within a couple of months I 

earned my private pilot certificate. The very next day I 

checked out in a brand-new Mooney M20J. 

Those were exciting times for Mooney. The M20J and M20K models were selling like hotcakes, 

and the company was producing well over 300 airplanes each year. Before long I upgraded to a 

Cessna 172, which made commuting home on weekends much easier and even allowed me to 

fly back during the week when necessary. 

My position also gave me the opportunity to develop strong relationships with the people at the 

Mooney factory in Kerrville, Texas. I made several trips there, often to help ferry new airplanes 

back to California. Earning my pilot certificate had opened doors that I had never expected. 

After a couple of years, however, I really wanted to get closer to my family. I decided to leave 

Performance Aircraft and open my own maintenance shop somewhere in the Sacramento area. 

The problem was finding that "somewhere." 

Most people don't realize that if you want to repair airplanes, you first need a hangar at an 

airport. I started searching for available space and hoped to lease a hangar at Mather Field, 
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where I had retired from the Air Force. The base had recently been converted into a civilian 

airport operated by Sacramento County, and it seemed like the perfect location. 

Unfortunately, the only hangars available were the huge military hangars that had been built for 

Air Force operations. Their rental rates were far beyond what a one-man startup business could 

afford, so once again, I found myself looking for another opportunity. 

I finally found a small hangar available at Stockton Airport, which made the commute from 

home reasonable—about an hour each way. I should mention that I made that drive for more 

than 35 years. 

I rented a hangar with room for three airplanes and convinced two of my employees from 

Performance Aircraft to become partners with me and make the move. Needless to say, that 

didn't make me very popular with Performance, but that's another story. My smartest decision, 

however, was bringing my youngest son, Mark, with me. 

I trained Mark through the FAA's On-the-Job Training (OJT) program, which required three years 

of practical experience followed by the required examinations. He earned his A&P certificate 

and also obtained his pilot's license during that time. 

The Mooney factory was very supportive and granted me a Service Center agreement, so we 

were off and running. 

 The next challenge was choosing a name for the 

business. Over the years, many people have asked why I 

selected Top Gun, since it seemed to honor the Navy 

rather than the Air Force. The answer is simple. About 

that time, the movie Top Gun had become immensely 

popular, and everyone agreed that Top Gun pilots 

represented the very best in aviation. That was the 

standard of excellence I wanted our company to reflect. Ironically, even today Mark has several 

Navy pilots stationed at Lemoore Naval Air Station as customers, and they all own Mooneys. 

After a couple of years, we needed more space. I negotiated a 35-year ground lease with San 

Joaquin County that allowed us to build our own facility. The project included a 15,000-square-

foot hangar, a large ramp, and parking for approximately twenty aircraft. The total construction 

cost was about $450,000. 

Many people don't realize that most airports are owned by a city or county. You cannot 

purchase the land outright. Instead, you lease the property and build your hangar on it. 

Although you pay for the building, the improvements ultimately belong to the airport owner 

when the lease expires, and you also pay ground rent throughout the lease. From an investment 

standpoint, it isn't the greatest arrangement, but we paid off the mortgage in 30 years, which 

gave us the final five years of the lease with no mortgage payments. 
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Looking back, I am proud of what we built. Today, at 93 years old, I feel I did all right. I worked 

until I was 84, commuting nearly 100 miles each day, and I was the one unlocking the door at 

8:00 every morning. 

It saddens me to see general aviation struggling today. Costs have risen dramatically, and 

qualified mechanics are becoming harder and harder to find. Many students entering A&P 

programs are hired away by the airlines before they even graduate, leaving general aviation 

shops desperate for skilled technicians. It's another example of the growing importance of 

skilled trades and the value of trade schools alongside traditional college education. 

 So, that's my story. From an Air Force crew chief to owning 

one of the country's largest independent Mooney Service 

Centers, it has been an incredible journey. I have been 

blessed with opportunities, wonderful employees, loyal 

customers, and the privilege of spending a lifetime doing 

what I love. I wouldn't trade it for anything. 
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Why The 2030 Deadline For Unleaded Avgas Is Final 

By Paul Millner General Aviation News · June 29, 2026   

The unleaded fuel from General Aviation Modifications Inc. (GAMI) is now for sale at airports 

around the country. (Photo by GAMI) 

Much has been written about the ongoing development of unleaded avgas and the plan to have 

general aviation transitioned completely to unleaded fuels by 2030. 

HYH 

https://generalaviationnews.com/author/paul-millner/
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A number of General Aviation News readers have protested, saying the amount of lead in 100LL 

is so small as to be inconsequential. Others, having watched government in action, are 

confident the 2030 deadline is more of a suggestion, rather than a hard date for the end of 

100LL. 

I understand that sentiment. I worked at Chevron for 38 years, including several years managing 

an unleaded avgas investigation effort. I had a boss who intoned, “Unleaded avgas is the fuel of 

the future! And it always will be…” The implication, of course, is that we’ll never actually get 

there. 

After 38 years of FAA development work, it’s certainly understandable why you might think it’s 

never going to happen. But this time, it’s different. 

Why this Time is Different 

Let’s start with some history: In compliance with the Clean Air Act of 1970, the EPA began a 

phasedown of lead in mogas (motor gasoline for automobiles) in the late 1970s. By 1995, lead 

was gone from the corner service station. However, given concerns about feasibility of 

effectively replacing lead in avgas, and the comparatively smaller impact (about 1/500th the 

annual volume of mogas), action on avgas was deferred. Following the law, the EPA continued to 

pursue evidence-based regulation to reduce lead in the environment from all sources. By 2010, 

it had been very effective. In fact, avgas now represents ⅔ of all lead air emissions. 

So, we’ve seen an enormous decrease. Why is this remaining historically small contribution a 

concern? The problem is that there’s no safe level of lead. Scientists have been unable to 

demonstrate that even a minuscule lead exposure doesn’t cause some damage, particularly to 

developing nervous systems in humans less than five years old. This damage is irreversible and 

lifelong. 

Again, following the law, the EPA made a 2023 finding of endangerment that emissions of lead 

from piston-engine aircraft pose a significant risk to public health and welfare. The regulatory 

process is slow but steady, and 2030 has been set as the sunset for lead in avgas. To reinforce 

that, Congress included firm language in the FAA Reauthorization Act of 2024, giving the FAA no 

wiggle room on the 2030 date. 

But, come on, the current administration is more sanguine about such issues. Couldn’t they 

delay this? Certainly, they might try. 

But there are a significant number of folks very concerned about the impact of lead on children 

living near airports and recent judicial decisions make it clear the courts are no less inclined to 

observe the law than historically. Given the advocacy for children’s health, and letter of the law 

of the Clean Air Act and the FAA Reauthorization Act, administrative attempts at delay are 

unlikely to be effective. 
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Forget About the Politics 

Even if a government delay might be arranged, there are indications that TEL, tetra-ethyl-lead, 

which gives 100LL its desirable anti-knock quality, won’t be available after 2030. 

Why not? Innospec is the single remaining TEL manufacturer in the west. Innospec has been 

watching world events unfold and has announced that it plans to stop making TEL in the 2028-

2029 time frame, with inventory available to support leaded avgas blending until the sunset 

date of 2030. 

But couldn’t Innospec be convinced to delay its decision? That is unlikely. 

First, a little bit about the TEL manufacturing process. TEL comes from the reaction of metallic 

lead alloyed with sodium to form a reactive sodium-lead alloy. This alloy is then bubbled with 

ethyl chloride (chloroethane) gas in a controlled reaction vessel. The process itself is not just 

toxic, but corrosive, and the reaction equipment is of finite life, limited by corrosion allowances. 

It is very likely that Innospec’s statements about stopping the production of TEL by 2030 are 

based on its estimates of remaining corrosion allowance in the equipment. Periodically, 

significant investment is required to replace or renew that equipment. It wouldn’t make 

economic sense for Innospec to make that re-investment with the end of TEL in sight. 

How about TEL supply from Russia or China? It’s unknown if Russian TEL facilities are still 

operational, and doing business with Russia is problematic at present. China makes some TEL, 

but the samples I’ve seen — and remember, these are their bragging samples they’re using to 

try to solicit business — are of very poor quality. U.S. avgas blenders are unlikely to accept the 

liability of such a poor-quality supply. 

An oil refinery. (Photo courtesy 

FreeImages.com/William Picard) 

TEL is extremely toxic and is treated with 

enormous respect in the refining industry. Quality 

supplies are coming to an end and no new quality 

supplier is likely. 

That means whether or not the EPA is successful 

in outlawing lead use in avgas, there’s unlikely to be TEL available to continue blending avgas 

past 2030. 

What does that mean for GA? 

It’s time to prepare for whatever changes might be necessary to use approved unleaded avgas 

to keep ‘em flying. 
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New PreFlight Guard Kit Ensures Remove Before Flight is 

Complete 

By General Aviation News Staff · July 15, 2026   

 

Every general aviation pilot knows the uneasy moment after takeoff: Did I remove all the 

covers? A single forgotten pitot cover, engine inlet plug, or tire chock can cause instrument 

failure, engine damage, or a runway incident — and a traditional preflight checklist relies 

entirely on memory, with no physical confirmation that every “Remove Before Flight” (RBF) item 

is truly stowed. 

Smart Jet Aviation has introduced PreFlight Guard, an all-in-one smart pilot kit designed by a 

working pilot to close that gap. The kit organizes six essential items — pitot cover, static port 

cover, engine inlet covers, tail cover, yoke pin, and tire chocks — into a dedicated, sensor-

equipped Smart Bag. Each item carries an embedded magnet, and each foam slot contains a 

magnetic reed-switch sensor that registers the item the moment it is stowed. 

A companion Smart Key Fob, mounted magnetically in the cockpit, confirms on an OLED display 

that all six items are accounted for. If anything is missing, the fob names the exact item, lights a 

https://generalaviationnews.com/author/ganstaff/
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red LED, and sounds an audible alarm after a 60-second grace period — at up to 300 feet of 

Bluetooth range, so the pilot is alerted before ever reaching the runway. 

“I built PreFlight Guard because I’ve felt that gap myself,” said Ahmed Abdulleov, Founder of 

Smart Jet Aviation. “You do everything right, you’re distracted for 30 seconds by weather or a 

passenger or ATC, and one small item slips. This kit doesn’t replace your checklist or your 

judgment — it gives you a second set of eyes that never forgets. If it prevents even one incident, 

it’s done its job.” 

What’s In The Kit 

• Six sensor-monitored slots — pitot cover, static port cover, engine inlet covers, tail cover, 

yoke pin, and tire chocks. 

• Smart Key Fob — OLED item display, 300-foot BLE 5.0 range, fuel-tank timer, 25-day 

standby, and magnetic cockpit mount. 

• Built-in power system — a 10,000 mAh (Pro) or 20,000 mAh (Premium) power bank, 4-

slot AA smart charger, and a dockable, rechargeable headlamp. 

• Personalization — each kit is laser-engraved with the owner’s aircraft tail number at no 

extra charge for early reservations. 

Pricing And Availability 

PreFlight Guard is offered in two configurations: The Pro Kit at an early pre-order price of $349 

(retail $499) and the Premium Kit — adding a 1000D Cordura duffel, a bag-powered digital 

thermometer, an analog compass, and double the battery capacity — at $499 (retail $699). The 

company is accepting $1 fully refundable reservations at PreFlightGuard.com, locking in early 

pricing and first-production priority ahead of public launch, which is expected in 2027. 

 

 

 

 

 

 

 

 

 

http://www.preflightguard.com/
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Sporty’s Introduces Carbon Monoxide Detector with 

Built-In Charger 

By General Aviation News Staff · July 16, 2026   

Sporty’s has introduced the Flight Gear Carbon 

Monoxide Detector Charger, a cockpit accessory that 

monitors carbon monoxide levels while also providing 

charging for EFBs, smartphones, and other portable 

devices. 

The Carbon Monoxide Detector Charger continuously 

measures cockpit carbon monoxide levels and displays 

real-time readings on an LED screen. 

The detector, which plugs into the aircraft’s standard 

accessory port, monitors concentrations from 0 

to 1,000 parts per million (ppm) and activates 

both visual and audible alerts when levels reach 

50 ppm, providing pilots with an early warning 

that can be seen and heard, even in a busy 

cockpit environment, according to Sporty’s 

officials. 

 

The unit is compatible with 12-volt and 24-

volt aircraft electrical systems and features 

USB-A and USB-C fast-charging ports. 

Price: $49.95. 

 

https://generalaviationnews.com/author/ganstaff/
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Lycoming Extends TBO to 2,600 Hours for Many New 

and Factory-Rebuilt Engines  

Lycoming Engines is extending the time between overhauls to 2,600 hours for a wide range of 

engines, the company announced July 20. 

With the release of Service Instruction 1009BF, factory-new and factory-rebuilt engines 

including many in the O-320, IO-320, O-360, IO-360, IO-390, O-540, and IO-540 series will have 

extended TBOs when operated and maintained in accordance with all applicable Lycoming 

technical publications and FAA airworthiness requirements. Lycoming says the new 2,600-hour 

TBO adds 400 hours to the previous base TBO for fixed-wing aircraft and 300 hours to the 

previous base TBO for rotorcraft. 

“Lycoming’s updated TBO schedule represents our ongoing focus on delivering maximum value, 

reliability, and performance to aircraft owners, operators, and maintainers,” said Jim Wright, 

senior vice president of Lycoming Engines. “This enhancement reflects decades of engineering 

experience combined with the latest fleet data.” 

The company said the TBO extension reflects endurance testing and fleet data that confirm 

strong durability under the specified operating conditions. Affected engines are listed in the 

service instruction, which excludes the engines affected by and not yet in compliance with 

Airworthiness Directive 2012-19-01. 

 

 

https://www.lycoming.com/service-instruction-1009-bf
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FAA Debuts New Tool for Digital Departure Clearances 
AVweb, Thursday, July 23, 2026 

The FAA is moving forward with the development and rollout of a new digital tool that will allow 

general and business aviation pilots to request departure clearances through approved flight 

applications instead of via radio. 

FAA Deputy Administrator Chris Rocheleau unveiled the new system, known as “Mobile 

Clearance,” during a presentation at EAA AirVenture Oshkosh on Thursday. The agency said the 

tool is part of its ongoing effort to modernize communications between pilots and air traffic 

controllers (ATCs), with the ultimate aim of improving safety and efficiency. 

Mobile Clearance allows pilots using ForeFlight and Garmin applications, to request IFR 

departure clearances through a phone or tablet. This new capability is meant to reduce read-

back errors and give ATCs more time to focus on safety-related tasks. 

Beginning in August, Mobile Clearance will also allow pilots to cancel IFR through their flight 

applications, helping them transition to VFR. This will free up controllers to focus on aircraft 

separation. 

The FAA said it began operation evaluations of Mobile Clearance in Houston in May. Testing 

expanded to Appleton International Airport (KATW) in Wisconsin and New Century AirCenter 

(KIXD) in Kansas this summer. More locations, including Kansas City, Missouri, Nashville, 

Tennessee, and Austin, Texas, are planned for this fall ahead of nationwide deployment 

beginning in 2027. 

 

https://avweb.com/topics/flight-safety/faa-regs/
https://avweb.com/topics/air-shows-events/airventure/page/30/
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New iFly EFB 14.1 Brings Dynamic Checklists to Pilots 

By General Aviation News Staff · July 25, 2026 

 

Adventure Pilot will soon release iFly EFB 

14.1, which introduces several pilot-

focused enhancements that help bring 

useful information forward at the right 

time, reduce screen-hunting, and improve 

confidence from preflight through 

shutdown, according to company officials. 

A highlight of the new release is Dynamic 

Checklists, which turn traditional 

checklists into context-aware cockpit 

tools. Checklist items can adapt to the 

current flight situation, surfacing relevant 

frequencies, runway details, altitude references, ATC cues, and other timely information, 

company officials said. Pilots can also jump directly from checklist rows to related areas of the 

app, keeping planning, navigation, and cockpit tasks connected. 

iFly EFB 14.1 also introduces VFR Visual Approaches, giving pilots a clearer way to prepare for 

and fly runway-specific arrivals. Paired with new Turn-Aware Flight Plans, iFly now presents a 

more natural view of how a route will actually unfold in flight, with smoother, speed-aware turn 

paths that make transitions easier to anticipate, company officials explained. 

 

https://generalaviationnews.com/author/ganstaff/
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New Vertical Nav and Horizontal Nav instruments provide additional precision when tracking 

routes, descents, and approach-style guidance, while MOS weather data gives pilots another 

helpful source for evaluating conditions before and during flight, company officials continued.  

Additional enhancements in iFly 

EFB 14.1 include: 

• Improved Night Mode with 

updated color palettes for maps, 

forms, and menus 

• Additional export/import 

options for custom waypoint 

management 

• Expanded flight plan tools to 

improve planning, review, and 

cockpit usability 

• New map and navigation refinements designed to make route information easier to 

interpret at a glance. 

“iFly EFB 14.1 is about bringing the right information closer to the pilot,” said Juanita Boyd, Vice 

President of Adventure Pilot. “From smarter checklists to better visual guidance, this release 

helps pilots spend less time hunting through screens and more time focused on the flight.” 

For more information: iFlyEFB.com 

 

 

 

 

 

 

 

 

 

 

 

https://www.iflyefb.com/
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FAA Plans Updated Unleaded Avgas Roadmap 

AVweb, Monday, July 27, 2026 

The agency has not changed the 2030 target, though its deputy administrator described the 

current schedule as aggressive. 

FAA Deputy Administrator Chris Rocheleau said during EAA 

AirVenture Oshkosh Thursday that the agency plans to issue a 

revised roadmap for the transition from 100LL to unleaded 

avgas. The FAA has not announced a new deadline, and 

published materials continue to identify 2030 as the national 

target and 2032 as the target for Alaska. 

“In the coming weeks we’re going to issue a new roadmap to kind of reset,” Rocheleau said. 

He added that the FAA would not follow an arbitrary date unless it could ensure that 

replacement fuel placed in aircraft was safe. 

 

New Prop Approved For Mooney M20s 

By General Aviation News Staff · July 28, 2026   

MT-Propeller has received an FAA STC for the installation of its 3-blade 

natural composite propeller on Mooney M20 models, including M20A, 

M20B, M20C, and M20D powered by Lycoming O-360-A1A, O-360-A1D, O-

360-A1D, and O-360-A2D engines. 

The installation is already certified by EASA, according to officials with the 

German company. 

Company officials add that the installation features: 

• Vibration damping characteristics for almost vibration free propeller operations 

• Unlimited blade life 

• Up to 7 kg (about 15.5 pounds) lighter 

• FOD repairable blades 

• Stainless steel leading edges 

For more information: MT-Propeller.com  

https://www.eaa.org/airventure/eaa-airventure-news-and-multimedia/eaa-airventure-news/2026-07-24-faa-deputy-administrator-visits-airventure
https://generalaviationnews.com/author/ganstaff/
http://www.mt-propeller.com/
https://avweb.com/ownership/fuel-news/faa-plans-new-unleaded-avgas-roadmap/?utm_source=omeda&utm_medium=email&utm_campaign=Email-News0-AVW-260728-Daily&oly_enc_id=2460I0034934C1W
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 Contact Mike Weir at (239) 572-3418, before coming to the 
restaurant, so they can have an accurate count. Events begin at 
11:30 
 

 

Sep 11 – 13, Manchester, NH 
Oct 2 – 4, San Antonio, TX  
Jan 29 – 31, Lakeland, FL 
CLICK HERE to Register 

 

 

Learn More at https://www.mooney.org.au/  

 Learn more at https://www.empoa.eu/index.php/en/ 

 

 

 
Other 

 

Events 

https://www.mooneysafety.com/general-7
https://www.mooney.org.au/
https://www.empoa.eu/index.php/en/
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This Cowling was removed from a M20E and replaced with a M20J (201) cowling. The cowling is 

located at Fullerton Airport (KFUL) and is in excellent condition. Offers accepted. 

Contact: Bernard Lee – leebern@msn.com (562-865-2547) 

P/N 310309-501 

P/N 310309-502 

These fairings are new and priced @ $280.00 each or $525.00 for both. Priced elsewhere @ 

$362.69 each. 

Contact: Bernard Lee – leebern@msn.com (562-865-2547) 

Bushing P/N 914007-003 - 2- Bushings in the original package @ $35.00 each. Priced elsewhere 

@ $45.00 each. 

Bushing P/N 914007-005 

1-Bushing in the original package @ $59.00 

1-Bushing loose @ $50.00 

Priced elsewhere @ $69.00 each 

Contact: Bernard Lee – leebern@msn.com (562-865-2547) 

Access Covers P/N 3000-901 (2-available) - 1-without nuts attached. 

Make offer. Contact: Bernard Lee – leebern@msn.com (562-865-2547) 

  

1959 Mooney 20A - Seeking Mooney Purist * $17,000 

Hangar stored for years, now ready for overhaul(s) and refurbish. *  Airframe and engine 

1439.1 TT. McAuley prop. O360 engine. Wood-wing. 

* Would consider selling only the engine and prop. However, sentimentally prefer to find a 

Mooney Lover seeking a great project. *  Telephone: 419 591 6477 for further information. 

mailto:leebern@msn.com
mailto:leebern@msn.com
mailto:leebern@msn.com
mailto:leebern@msn.com
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For Sale: Part #75730 LYCOMING TUBE 

ASSEMBLY PROP GOV LINE: $450.00 
This Part #75730, when installed on Lycoming IP360-A3B6 provides clearance 

between the prop governor oil line and the Mooney M20J engine mount. This part 

is factory new and includes FAA Form 8130. The current online price for this part 

from Aircraft Spruce is $767.00. Contact Robert Elliott at rce.elliott@gmail.com or 

512-947-4037. (Prefer text messages vs. voice calls). 

 

 

 

FOR SALE 
NEW Slick Mag for Shower of Sparks. $1,200 

Rebuilt original starter for IO360A1A. About 30 hours since 

purchase from Spruce. $300 

Email Autotech@Flash.net  

  

mailto:rce.elliott@gmail.com
mailto:Autotech@Flash.net
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McCauley Propeller 

McCauley 2-blade constant speed propeller. It was recently removed from service to be 
replaced with an upgraded prop. 
The propeller has no visible physical damage. It was functional and airworthy when removed. 
Logbook and other paperwork are available. 
Total time: 3,533.6 Hours. Time since complete overhaul: 955.3 hours. 
Serial number: 893134  Part number: B2D34C214-B 
Price: $3,750.00.  Shipping in continental USA:  $50. 
Damon Trimble, (707) 263-4599, damon@pacific.net 

 

        

 

mailto:damon@pacific.net
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Contact Don Peterson at 

autotech@flash.net 

mailto:autotech@flash.net
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https://jdpricecfi.com/

