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 The Mooney Pilot We Become 

 
My premise: Does flying a Mooney change the kind of pilot you are? 

I’m exploring how the airplane subtly demands—and rewards—certain behaviors: 

• You learn to plan ahead because a Mooney moves quickly. 

• You become more conscious of energy management and airspeed. 

• You pay attention to precision because small errors quickly become apparent. 

• You learn that the airplane rewards smoothness rather than force. 

• You develop habits that might make you a better pilot in any 

airplane.  

• Eventually, you may realize that you aren’t simply flying the 

Mooney—you’ve adapted yourself to it. 

Some airplanes are transportation. Some are machines you operate. 

And some, over time, become teachers. 

Maybe the real magic of a Mooney isn’t how fast it gets 

us somewhere, but how it teaches us to get there. 

 

 

EOTL 

Editor 

We have decided to provide a 

deep discount of $50,000 on the 

sale of our Bravo. You can see it at: 

https://www.controller.com/listing

/for-sale/256120277/1997-

mooney-m20m-bravo-piston-

single-aircraft 

 

https://www.controller.com/listing/for-sale/256120277/1997-mooney-m20m-bravo-piston-single-aircraft
https://www.controller.com/listing/for-sale/256120277/1997-mooney-m20m-bravo-piston-single-aircraft
https://www.controller.com/listing/for-sale/256120277/1997-mooney-m20m-bravo-piston-single-aircraft
https://www.controller.com/listing/for-sale/256120277/1997-mooney-m20m-bravo-piston-single-aircraft
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Next month’s poll: “The New Luscombe-Mooney Venture is” 

CLICK HERE to vote 

 

 

 

https://vote.easypolls.net/6a9c47581e98cf006023f229
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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Was wondering if you have thought about reaching out to LASAR-Luscombe-Mooney or 

whomever they are this week seeing as how they have been radio silent ever since their 

aborted attempt to get owners to front the money for production startup. 

A lot has happened in the year since the last video in October regarding the LASAR purchase of 

Mooney, now Luscombe is a part of it and as I understand, they also bought out Dough yet they 

have been radio silent when it comes to addressing their primary customers, we Mooney 

Owners, which seems counter intuitive to keep your customers in the dark regarding the path 

ahead. 

Just a suggestion to see if they are going to address the concerns of their customers or at least 

keep us informed. Thank you for all that you do. 

Respectfully, Matt P 

I hope you're having a lovely Friday! I'm a volunteer with Kids Cause Mentoring Program, and I 

just wanted to send a quick thank-you note on behalf of a young lady I've been helping with 

some schoolwork. Her name is Harper. She's in the 4th grade and currently working on a project 

about aerodynamics and how airplanes fly. While looking online for resources to learn about 

aviation history, we came across your page, themooneyflyer.com/links.html and found it to be 

very helpful and informative. Thank you so much!! 

Harper also really wanted to share a cool and hopefully helpful find with you! It's 

www.blueconic.com/resources/the-business-of-aviation-and-the-evolution-of-air-travel and it's 

all about the evolution of flight and where it's headed, along with some additional resources. 

She learned a lot from it, so she hoped it might be just as helpful to others visiting your page.  

Do you think it might be possible to include Harper's recommendation on your page, if it's not 

too much trouble? We'll be meeting again early next week, and I'd absolutely love to be able to 

mail 

http://www.blueconic.com/resources/the-business-of-aviation-and-the-evolution-of-air-travel
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show her that her suggestion was added and is helping others learn more about aviation 

history. I was really proud of her for taking the initiative to share something she thought could 

help others, and I'd love to keep encouraging that kind of curiosity and thoughtfulness. 

We hope to hear back from you soon! 

Enjoy the weekend and thanks so much again, Alice Schorr & Harper L 

Phil, I enjoyed your article on Mooney vs. the others, but you missed the elephant in the room 

the room, the Cirrus. They are outselling everyone else combined and have been for several 

years. Part of the problem Mooney has is labor hours to assemble a plane. Just watching the roll 

cage being welded together is a long, labor-intensive process. Cirrus on the other hand, is like 

gluing two halves of a model airplane together. 

Thanks, 

Mark L 
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 A 64-year-old Private Pilot in his Mooney M20K was en route to his destination when he 

encountered low cloud cover and decided to divert to an alternate airport. He chose an airport 

in West Virginia (FAIRMONT MUNI-FRANKMAN FLD (4G7)) because it had calm winds, clear 

skies and 10 miles of visibility. Also, Fairmont seemed to have sufficient runway length (2,965’).   

 

 

 

The pilot overflew 

Fairmont to assess 

the conditions, then 

entered the traffic 

pattern for a landing 

on runway 5. 

Corman price 
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As the pilot turned from base to final, he realized that he 

was too fast for a stabilized approach. However, rather than 

execute a go-around, the pilot elected to continue the 

approach.  

He told investigators that the airplane touched down “too 

far down the runway.” A witness reported that it landed 

beyond the last crossing taxiway, leaving 836 feet of runway 

remaining. 

After touchdown, the pilot briefly applied the brakes, but he 

realized that the airplane was traveling too fast to stop 

safely, so he added power and attempted a go-around. The 

engine responded, and he retracted the flaps. 

 
During the climb-out, the airplane struck trees and then impacted the ground. The fuselage and 

left wing were substantially damaged. The pilot suffered minor injuries, and the passenger was 

seriously injured. 

Probable Cause: The pilot’s failure to attain the proper touchdown point, and his delay in 

aborting the landing. 

What is a stabilized approach?  
A pilot is flying a stabilized approach when he or she establishes and maintains a constant angle 

glidepath towards a predetermined point on the landing runway. Every runway is unique, but a 

commonly referenced optimum glidepath follows the “3:1” principle. The principle, also seen as 

a descent ratio, means that for every 3 nautical miles (nm) flown over the ground, the aircraft 

should descend 1,000 feet. This flightpath profile will simulate a 3° glideslope. 

The Aviation Safety Information Analysis and Sharing (ASIAS) program, a collaborative 

government and industry initiative, recently completed a high-energy approach analysis by 

comparing actual stable and unstable approaches of business aviation operators using the 
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common 3:1 descent ratio. The study looked at this relationship from four distances: 20, 15, 10 

and 5 nm from touchdown. The study highlights the importance of being aware of how you 

manage the aircraft’s total energy – kinetic (velocity) plus potential (altitude) – as you begin to 

fly the approach. Flights that were above the “3:1” descent ratio, and not stable, often had high 

rates of descent and high approach speeds. 

A deeper look at the analysis shows that, even at 20 nm from touchdown, when a flight is above 

the optimum “3:1” descent ratio, the approach is more at risk of being unstable when closer to 

the runway (i.e., 500 feet to 1000 feet height above touchdown (HAT)). 

 

The probability of being unstable can DOUBLE as you increasingly fly above a “3:1” flight path 

profile. 

What is a Stabilized Approach Descent Rate? 
• To maintain a 3° glidepath, multiply the groundspeed in 

knots by 5. For instance, if your groundspeed is 70 knots, 

your stabilized approach descent rate would be 350 FPM. 

• When available, you should use a visual approach system 

such as a VASI or PAPI, or precision instrument approach to 

help maintain glidepath. 

When Should You Begin Your Descent? 
Divide the altitude you need to lose by 300. For example: 

• If you need to lose 9,000 feet, start descending about 30 NM out.  

• If you need to lose 1,000 feet, start your descent 3.33 NM out. 
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Before you commence the approach, be mindful of how you are flying an approach, not just 

when you are close to the runway.  

 

VMC Check at 500 feet AGL / IMC Check at 1,000 feet AGL 

Are you:  
• Configued for landing and completed all checklist items?  

• On the correct flight path? 

• At the correct approach speed? 

• At the correct descent rate? 

If you choose to continue with an unstabilized approach, you risk landing beyond the touch 

down zone, too fast, out of alignment with the runway centerline, or otherwise being 

unprepared for landing. These situations can result in loss of control of your aircraft or a runway 

excursion. 

Listen to “You can 

Always Go Around” by 

Ken Dravis  

  

 

https://www.youtube.com/watch?v=ikmXG4PNMUc
https://www.youtube.com/watch?v=ikmXG4PNMUc
https://www.youtube.com/watch?v=ikmXG4PNMUc
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No matter how many times we attend AirVenture, and this was our 26th year, 

each trip presents its own challenges, unexpected adventures, and new 

learning experiences. This year was no different. 

Planning this trip has become easier over time, since we know the routing 

and planned stops that work best for us. Weather does not always cooperate, 

and part of the fun is determining where to divert if that becomes necessary. 

Flying early in morning and being done with the flying by noon works best. 

Even if the air has some instability associated with it, most of the time, thermal turbulence 

hasn’t had a chance to rear its ugly head. In that regard, when flying east, it is important to take 

into consideration the time zones, since time is being lost; less so when flying west where the 

opposite is true. 

Over the years Shirley has more difficulty flying legs longer than about 2 ½ hours, so I plan for 

more stops. I don't mind the stops and actually like getting out to stretch my legs. I try to pick 

the highest elevation fields to reduce the time to climb back to altitude. Fuel duration is never 

an issue with 2 ½ hour legs. 

Of course, I start checking the outlook weather a week before the trip, and hone in on more 

detail as the departure day grows closer. On the departure day, if the weather looks benign, I’ll 

brief the route myself, but if there are any questions or concerns, I will get a full briefing from 

Flight Service. 

Although the iPad apps have weight and balance sections, I prefer my own more detailed 

program that accounts for many more items. Using our home’s scale, I weigh all items to be 

taken. When on the trip, I have a light air weight compact luggage scale which has proven 

useful. 

With all aviation databases updated, oxygen filled, fuel filled, and a medical emergency kit 

loaded in the plane, we’re ready to go. 

 

 

kaye 

Don and Shirley Kaye 
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First Leg: San Jose, CA (KSJC) to Truckee, CA (KTRK) 

Taking off about 7:30 AM, 

I stayed low to conserve 

oxygen until the Sierras. 

As expected, the skies 

were clear and the air was 

smooth. I generally file IFR 

regardless of weather 

conditions to get better 

service.  Even with the 

busy airspace in the Bay 

Area, ATC will usually 

allow direct flights. It is 

important to note that 

when flying into high 

altitude airports, patterns 

should be flown wider 

than at sea level to account for higher true airspeeds.  

Second Leg: Truckee (KTRK) to Ogden, UT (KOGD) 

After a short stop we were off to our second stop and overnight in Ogden.  With turbocharged 

airplanes, even though you 

don’t need to worry about 

having full power on takeoff, 

you still need to be 

concerned about the 

aerodynamic effect of high 

density altitude for takeoff. 

As such, care must be taken 

to stay in ground effect until 

reaching Vx.  Most of my 

students, who I take to the 

mountains for a mountain 

checkout, think ground effect 

is 20 feet off the ground. It’s 

10% of the wingspan. The 

Mooney wing is 36 feet, so 

that’s 3½ feet.  
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Remaining in ground effect reduces induced drag by roughly 48%, making it very advantageous 

to stay there until reaching flying speed. 

From my experience, this leg is the only leg on the whole trip where you must file an airway.  

Entering the restricted airspace along this route is never permitted. 

As expected, this leg was smooth, and we accepted the visual approach to runway 17. 

Why do we stay overnight in Ogden? Again, from experience, we never fly across Wyoming in 

the afternoon in a small plane. Most of the state is above 5,000 feet MSL, so even if you are 

flying at 15,000 feet, you are only 10,000 feet AGL and thermal turbulence can be above 

moderate. 

Third Leg: Ogden (KOGD) to 

Scottsbluff, Nebraska (KBFF) 

For the past several years, we have 

chosen Scottsbluff as our next stop. 

We were off the ground a little after 

8:00 AM.  We planned for about 2½ 

hours enroute. The first 2 hours of 

the flight was over mostly desolate 

land with smooth conditions. A little 

before the Wyoming - Nebraska 

border. in clear air, the unexpected 

turbulence began. For the balance of 

the flight, the turbulence was slightly 

greater than moderate. My usual 

mitigation process is to first climb, 

then disconnect the autopilot, then 

slow down. Then I appropriately 

apply speed brakes, then finally drop 

the gear for more stability. If the turbulence is bad enough, I land. The flight took a little longer 

than usual, but we endured the bumps and completed the flight as planned.  After fueling, we 

had planned on proceeding to Norfolk, Nebraska, where we had stopped last year. After the 

magnitude of turbulence, we decided to remain in Scottsbluff. 

Scottsbluff’s FBO, Classic Aircraft Services, is outstanding. For a reasonable charge, they hangar 

the plane, top off the oxygen, fuel the plane, and provide a crew car that you can keep 

overnight. This year, due to a baseball tournament, there were no rooms available in town.  

They took the time to call every motel in town for us. Finally, they called one in the next town, 

Morrill, and they had availability. Rather than call Morrill a one street town, I would call it a ¼ 

street town. It was about 30 minutes west of Scottsbluff and had one motel. I walked in, 

meeting an unexpectedly well-dressed man. He was very gracious and to accommodate Shirley, 

he gave us a downstairs room close to the car.  
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Since there were no major highways around, I asked him who usually stays there. He said they 

had a contract with the Railroad, which is apparently one of the few employers in town. The 

room was nice and the next morning when I went outside, the parking lot was full. The one 

restaurant in town is Penny’s Diner. It operates 24 hours a day, and our visit was memorable. It 

had a 1950’s décor and excellent food. 

 
So often, in unexpected overnight places, we have had more fun than had we stopped where 

planned. 

After we landed, I met Shirley in the lounge, and she was sporting a Kleenex on her nose. She 

said it was bleeding and I knew instantly what the cause was. It was the dry oxygen blowing in 

from her nasal cannula. Flying low to Madison would delay us but that solved the issue. We 

would still need to go high to cross the Sierras on the way back home. What could we do? We 

have never experienced this before, and it had me scratching my head for a few hours. Then, 

the obvious answer came to me. Instead of using a cannula, we’d use one of the masks I had 

brought along. That did, in fact, solve the problem for the rest of the trip, and could be useful 

knowledge for others in the same situation. 
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Fourth Leg: Scottsbluff (KBFF) to Sioux County Regional, IA (KSXK) 

After a great breakfast at Penny’s, we 

drove back to Scottsbluff. Soon, we were 

back in the air enroute to Sioux County, 

Iowa. I chose that airport due to it being 

a more direct leg enroute to our Final 

Destination, Madison, Wisconsin. (They 

have good fuel prices). The flight portion 

of that leg was uneventful with clear 

skies and smooth air. I was handed off to 

the CTAF with the usual instruction to 

close my flight plan either in the air or on 

the ground. 

The airport looked deserted. The fuel 

island was accessible, but it looked like 

the lounge was locked up. Fortunately, 

after looking around the entrance, I 

found instructions on how to enter.  

Although things worked out well this time, sometimes it is better to stop at a controlled field 

with higher fuel prices, than an obscure one with cheap fuel prices. Several years ago, during a 

cross-country trip with a new owner, we stopped at an uncontrolled airfield that only had a fuel 

island and no other services. After fueling, we couldn’t get the engine started. We made a quick 

call to my A&P in California, and we were able to get it started. We stopped at towered airports 

for the rest of the trip. 

Before leaving Sioux County, while I was in the plane talking with Flight Service about weather in 

Madison, a black SUV drove up. He let me know, while I was still on the phone, that he was 

contacted by Sioux City Approach, who informed him that I was holding up traffic in the area. 

For the first time in memory, I had forgotten to close my IFR flight plan. Since I was on the 

phone with flight service, I immediately closed it. Don’t let yourself get so distracted by new 

surroundings that you forget what’s important. 
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Fifth Leg: Sioux Country (KSXK) to Madison, WI (KMSN) 

Soon we were off the ground at 

Sioux County and on to our final 

destination of Madison, where 

we had a rental car booked for 

the week of AirVenture. 

The flight to Madison was 

smooth, but due to fires in 

Canada, the visibility in Madison 

warranted an instrument 

approach. I chose the RNAV 36 

approach. After landing, we 

were directed to Wisconsin 

Aviation, where I was able to get 

a hangar for the week. 

So why choose Madison? For the 

most part, the drive from there 

to Oshkosh is a beautiful country 

drive. Unlike the busy Bay Area, 

it is a refreshingly delightful drive of 1½ hours. I don’t like parking on the grass, as landing in 

Oshkosh would have you do. If the weather requires an IFR departure, there are usually long 

waits in Oshkosh, while it is easy to fly IFR from Madison. 

 

As this article focuses on our journey to and from 

AirVenture 2026, rather than the event itself, I'll 

briefly highlight a few of its key moments.  For 

many years, I attended to see all the new 

equipment and avionics available for my airplane. 

At Oshkosh, I have purchased many of my current 

avionics at discounts. I keep up with new avionics, 

but nothing matches my current package. Now I 

enjoy playing in the AirVenture Band, attending 

some of the Forums, and getting some discounts 

on multiple aviation databases.   
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We had a couple of unusual experiences at the event. I lost a music stand light, and on one 

windy morning, while riding her scooter behind me, Shirley had her favorite hat fly off and 

disappear.  

We were trying to get to a Mooney forum, and I 

was too far ahead of Shirley to see that she lost 

it. By the time I noticed it was gone, I tried to find 

it but couldn’t.  

I found my light at a food stand where I had had 

lunch with a former student and friend the day 

before. It turned out the food stand didn’t know 

where the lost and found was located on the 

field, so they kept it with them.  

In Shirley’s case, since I did know where the lost and found was located, I had filed a report with 

them, not expecting any success. At lunch the next day, at the same place where I had lost my 

light, I got a call from lost and found saying someone had turned in the hat. We were a couple 

of very happy people!  I shouldn’t have been surprised. So many people at AirVenture go above 

and beyond to help one another. It is a very happy place. 

One other important item I’d like to mention is the scooters. The AirVenture area is massive. To 

make it easier for people to get around, EAA has had buses and trams traversing the grounds on 

various routes. Timing them is troublesome, and they don’t go to all the important places. For 

years, I thought the rental scooters were only for old people, and I was embarrassed to rent 

one. Then, I started noticing a lot of younger people riding them. A couple of years ago, I rented 

one for Shirley and it worked well. This year, I scheduled one for each of us. It’s cheaper if you 

rent online ahead of time. While not fast, they will take you anywhere on the field, and they last 

all day on a single charge. In one instance this year, I had to go from the Forum area to the 

Theater in the Woods in 15 minutes. Without the scooter, I wouldn’t have made the band 

rehearsal on time. They aren’t expensive, and I wished I had recognized their value many years 

ago. 

We have found that four days gives us enough time to see everything we want to see at 

AirVenture.  So, on Friday morning, we left and drove back down to Madison, anticipating the 

adventures of our return trip. 
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Sixth Leg: Madison (KMSN) To Sioux City (KSUX) 

I chose Sioux City as an 

overnight stop because one of 

my students highly 

recommended a downtown 

hotel. Flying west usually takes 

longer due to the westerly 

winds. To keep the headwinds 

minimized, I usually pick the 

lowest altitude above any 

expected turbulence, since 

headwinds usually increase 

with altitude. As with any 

Commercial pilot, passenger 

comfort is a primary concern, so I will take a headwind and a slower flight over turbulence and a 

faster one. On this day, a happy medium was at 10,000 feet. Even though it was afternoon, the 

flight was smooth, but a low ceiling at Sioux City meant we’d do an instrument approach. If 

given an option and if minimums are comparable, I will choose a GPS approach over the dated 

ILS approaches. Ceilings were 600 feet overcast, so I chose the RNAV 18 approach. With the 

G500 TXi, GTN 750 Xi, and GFC 500 autopilot working together, these types of approaches 

become straightforward and enjoyable. We broke out at 600 feet to the bright runway lights. 

The hotel did not work out as planned. The entrance for normal people was up two large flights 

of stairs (they did have an elevator we finally located). The price was significantly higher than I 

was told to expect, the heating/cooling system didn’t work (the front desk offered us some 

blankets), and an upgraded toilet with autocleaning constantly ran until I unplugged it. 

We skipped the hotel breakfast the next morning and quickly got an Uber to the airport. I don’t 

foresee us making Sioux City a stop anytime soon. 

Seventh Leg: Sioux City (KSUX) to 

Scottsbluff (KBFF) 

Since we didn’t want to fly over 

Wyoming in the afternoon, 

Scottsbluff would be our next 

overnight stop.  As the flight was 

short, we would have most of the 

day free.  Although we’d been 

there many times, it was always 

for a short duration.  This time 

would be different.  
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Classic Aircraft once again gave us a crew car 

and made reservations for us at a motel they 

considered the best in Scottsbluff.  They 

were right. 

By the time we drove up to the top of the 

Bluffs, afternoon thunderstorms were 

beginning to develop. 

We spent the balance of the afternoon 

visiting the Scottsbluff National Monument 

and doing some local shopping.  I never 

knew that Scottsbluff was a part of the 

Oregon Trail. 

 

Eighth Leg: Scottsbluff (KBFF) to Ogden KOGD) 

We departed for Ogden, Utah early the next morning so we could traverse Wyoming before 

noon. The flight still had some bumps, 

but overall, it was a nice flight. The 

most difficult part of this flight was 

coordinating descent timing with ATC.  

Ogden is up against the foothills of the 

tall Wasatch Mountain Range so, in an 

unpressurized airplane such as the 

Mooney, it is important to schedule 

the descent so that the ears can adjust 

to the pressure change. Salt Lake 

Approach was very cooperative.  We 

didn’t want to go over the Nevada 

desert in the afternoon, so we stayed 

in Ogden overnight. 
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 Ninth Leg: Ogden (KOGD) to Truckee (KTRK) 

As with the beginning of the trip, this leg required 

flying the V6 Airway due to the restricted areas 

along the route.  Additionally, there was some 

weather along the route. It was about 10 miles in 

width and crossed northeast to southwest. There 

was a trough but no front. The weather color 

indicated green to dark green, meaning average 

rainfall. If there’s no convection around, the flight 

is smooth. However, the lifted index was -1 and 

the K-Factor was 35. This meant that 

thunderstorms were possible later in the day, as 

the ground heated up. Should there be 

uncomfortable turbulence, my out was to turn 45° 

right and get out of the weather in a few minutes.  

The flight was smooth until we came up to the 

weather. The Stormscope showed no activity.  

Although the clouds topped us ahead, there was 

no major convection. I entered the clouds and the temperature immediately dropped to 0°C. 

We started getting heavy chop, even though no color higher than green was indicated.  I started 

seeing the haze that leads to rime ice on the leading edge of the wing. I asked for and got my 

45° right of course deviation, with clearance to proceed direct to Mustang VOR when able. I was 

out of the weather in a couple of minutes, and the deviation actually saved me some time. This 

confirms why it is so important to have an out when weather is involved. I paralleled the 

weather for a few miles before I was able to go 

direct to the Mustang VOR (FMG) in the clear. We 

landed in Truckee a short time later. 

 

Leg Nine: Truckee (KTRK) to Livermore (KLVK)  

After a short fuel stop, with a few minutes to stretch 

our legs, we were off on the last legs of our journey.  

I always feel more comfortable flying west over the 

Sierras since we are flying towards lower terrain.  On 

calm days, between 10,500 feet and 12,500 feet, the 

thermal turbulence usually ends abruptly, so I circle 

up over the Truckee Airport before heading west. 

When the glide ring on the GTN 750 shows we could 

glide to the San Joaquin Valley, I set up VNAV to an 

appropriate point. This day we decided to make 

a stop in Livermore for lunch at Beeb’s.  
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So, with NORCAL’s approval for the approach, I set the altitude to that of the initial approach fix 

for the practice RNAV 25R approach. Our adventure was coming to a close. 

Final Leg: Livermore (LVK) to San Jose (KSJC) 

After lunch, we walked back to the 

airplane, fired up, got our clearance, and 

were off on the last 15 minutes of our trip. 

San Jose Tower delayed us with one left 

360. Then, knowing my aircraft ID from 

having been based there for the past 34 

years, they cleared us to land on runway 

30L, which is the runway closest to my 

hangar.  

Taxiing back to the hangar, I reflected on 

how lucky we are to have this “magic 

carpet” that once again provided us with 

an amazing trip, the experience of which 

only a few will know in their lifetime. 
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There is a transactional paradigm that we as pilots adhere to: trading pitch and power. We live 

in a world of drag inducers: the elevators, flaps, gear and speed brakes. In this world, the trade 

between pitch and power remains paramount. Let me explain. 

On a summer day when the winds were light and the haze was certain. I was seated in the right 

seat with an exceptionally gifted pilot in the left seat of his M20R. As we climbed up to our 

designated altitude in perfect harmony, he leveled out and looked at me and asked, with all the 

comforts of his expertise, “What next?”  

What followed was an interesting example of the “U” shaped power curve demonstration. 

Flying at minimal controllable airspeed, I asked him to make 90 degrees turn to the left. He 

banked and the stall warning came on and then the quick buffet before the lift was about to dry 

out. He immediately undid his actions using rudder judiciously with the ailerons, and we were 

back to our steady slow speed. However, this time we were descending, and the altimeter was 

giving up altitude at 300 FPM. He slowly added power to maintain the altitude, but the 

altimeter was not having any of it as it continued to unwind slowly. He added more power and 

pitched up a couple of degrees, and the stall warning came on again. Now his face started to 

redden a bit. He was flustered. “Damn,” escaped his lips. And that is where we lay our tale.   

The Back Side of the Power Curve: Understanding the Region of Reverse Command 

Every pilot, no matter his or her expertise, eventually meets 

the moment when the airplane stops behaving the way the 

textbook diagrams promised. Airspeed is bleeding, the nose 

is high, power is already near the stops, and yet the vertical 

speed needle stubbornly remains below the zero. Instinct 

says pull. Ah! here is where the elements of mastered habits 

are dethroned. Only experience, if it has been hard-won, 

says the opposite. That moment is the pilot’s introduction to 

the back side of the power curve, the region of reverse 

command where the familiar relationships between pitch, 

power, airspeed, and altitude quietly invert. This regime of 

flight, occurring below the airspeed for maximum lift-to-drag ratio (L/D max), inverts the familiar 

relationships between pitch, power, airspeed, and altitude. Mastery of it is not an academic 

dara 
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exercise, it is a practical necessity for safe slow-speed flight, particularly on final approach, 

where energy mismanagement has claimed far too many aircraft. The aircraft in this attitude 

feels heavy while the controls feel light and everything seems counterintuitive. My friendly and 

capable pilot sits and wonders what to make of it? 

 

Core aerodynamics 

Considering the “damn,” he uttered, I asked him to climb back to the altitude we had previously 

achieved and start the process again. Experience was going to be a great teacher, rather than 

drawing diagrams on a piece of paper. However, a simple explanation in the debrief was going 

to be necessary. The power-required curve is U-shaped. Its bottom sits at the airspeed for 

maximum endurance, roughly the speed for best lift-to-drag ratio. To the right, the front side, 

more speed demands more power to overcome rising parasite drag. To the left, the back side, 

induced drag takes over and does it. As the airplane slows, the wing must be flown at a higher 

angle of attack to keep producing the same lift. The total aerodynamic force remains 

perpendicular to the chord. At high angles of attack, a large component of that force points 

rearward. That rearward component is induced drag, and it rises steeply and exponentially. The 

result feels like a contradiction because the slower you fly, the more power you need to simply 

hold altitude. 

He had encountered this dynamic before and had felt the controls become “mushy” or “sloppy.” 

But what he really needed to recognize was what those sensations were telling him: in this 

region of flight, even a small gust or a slight additional pull on the stick can produce a 

disproportionately large increase in drag. Unless he responds appropriately—by reducing the 

angle of attack, adding power, or both—the result can be a rapid and continuing decay in 

airspeed. 

At the left side of the curve, the airplane has become speed unstable. What felt solid and 

predictable on the front side of the “U,” now required constant, deliberate attention. This time, 

he was on full alert, with, I am sure, his heart hammering in his chest. This young lad was going 

to master the move. And he did; a quick learner. A smile burst out on his face, the particulates 

of knowledge and experience, coalesced and the “Aha” moment arrived. He traded full power 

for pitch, just to maintain altitude, until he had traversed to the right side of the “U,” and was 

back in command. 

Pitch-and-power relationship 

That transactional relationship between pitch and power reverses as we go from steady flight 

on the front side of the “U” to its back side. On the front side, pitch primarily controls altitude 

and power controls airspeed. On the back side, angle of attack becomes the primary control of 

airspeed, while power becomes the primary control of the vertical path. A higher airspeed now 

requires a lower power setting to stay level. A lower airspeed requires more power. This is not a 

claim that reducing power will automatically reduce airspeed, but it is a statement about the 

power required to maintain altitude at different speeds. The distinction matters. 
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Having completed our maneuvers, and with just a single bead of sweat on his eyebrow, we 

headed back to the airport for some take-offs and landings. Armed with this burst of knowledge 

and actual experience, he was a master at the controls. Knowing the distinction of pitch and 

power that matter more on final approach when the airplane is already low and slow, is a key to 

good landings. A pilot on the backside of the curve, sees the runway rising in the windscreen, 

feels the sink, and pulls, which is the very thing we are not supposed to do. As the adage goes, 

“never try to stretch a glide.” However, pulling on the yoke is ingrained in our desire to survive. 

The ground rush, the descent and tachycardia inducing landing phase all conspire to create 

some interesting physiological and psychological imperatives. As the nose comes up, induced 

drag spikes and the sink rate increases. Full power is applied, yet the airplane continues to mush 

toward the ground, and right at that moment is the transactional prayer with the Almighty. 

Nothing robs the capacity of presence more than fear. However, the only reliable escape is to 

lower the nose, trade what little altitude remains for airspeed, and go-around if possible. There 

are scores of accident reports that describe variations of the same sequence: low, slow, 

powered up, and still descending. The airplane was not refusing to fly; it was obeying the drag 

polar. 

Energy perspective 

Energy is such an amorphous term. It is metaphorical so to speak. Yet, its management clarifies 

its importance in all phases of life. In aviation, total energy is the sum of potential energy 

(altitude) and kinetic energy (airspeed). It is important to remember, even when the total 

energy is adequate, but the distribution is wrong, the elevator remains the primary tool for 

redistribution. Coordinated pitch and power then manage the overall energy state. At an 

airport, after I had just landed, I witnessed an aircraft on final. He had his engine howling as he 

descended to a thud on the runway, announcing his arrival. To his credit, he taxied off the 

runway on the first taxiway. On disembarking, I saw him looking at his main gear. Fortunately, he 

was unscathed to fly another day. 

Angle of attack remains the most immediate cue for how close the airplane is to running out of 

usable kinetic energy. The correct response is:  

• Lower the nose  

• Accept a temporary loss of altitude  

• Reduce angle of attack, 

• Allow the airplane to accelerate into a more efficient portion of the curve  

Because the response is often counter-intuitive, pilots seem reluctant or fearful. When altitude 

permits, this “push to float” trades a short-term first-order penalty for a favorable second-order 

gain in energy. A simple priority rule captures the practical hierarchy:  

If low and slow, fix the low first, then the slow.  

If high and fast, fix the fast first, then the high. 
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Density altitude sharpens the lesson. On a hot 

afternoon at a high-elevation airport, the power 

available shrinks while the power required does 

not. The margin between the front side and the 

back side narrows. A pilot who has always flown 

at sea-level airports can slide onto the back side 

without recognizing the change until the airplane 

begins to feel heavy and unresponsive. The 

numbers on the airspeed indicator look familiar 

but the airplane’s behavior does not.  

It happened to me at St. John Airport (KSJN) in 

Arizona. I had three passengers and bags with full fuel as I taxied for departure on a 5,300-foot 

runway in my G36 Bonanza. On a sunny late summer’s day, the density altitude at 11:30 AM was 

9,100 feet. I rolled onto the runway, put in full power, and felt the aircraft slowly trudge its way 

over the airport markings. The airspeed finally reached my desired 74 knots and I trimmed for 

take-off. However, the aircraft kept rolling on its mains with no desire to lift off. Half the runway 

length was in the rear and finally the lift arrived. I gently pushed my nose down to get a higher 

airspeed. The controls were still mushy and the aircraft felt heavy. Three quarters of the runway 

was behind me, and I was 100 feet in the air. The Garmin G1000 was yelling “taxiway, taxiway,” 

as I drifted to the left a bit, trying to hold the heading. Fortunately, at the departure end of the 

runway, there were no trees, only a drop off into a valley. I kept the forward pressure on the 

yoke as the airspeed built to 85 knots, and then the feel and performance of the aircraft became 

solid, quickly increasing to 120 kts with a 750 FPM VSI. The climb out became an uneventful 

departure. This sea-level pilot almost slid onto the back side realm of reverse command, 

without recognizing the change, until the airplane began to feel heavy and unresponsive. The 

numbers on the airspeed indicator looked familiar, but the airplane’s behavior did not. My 

friend in the right seat, also a pilot, let out a slow rush of air into the microphone. As to my 

reaction, I will leave that to your imagination. 

The back side of the power curve is not an exotic corner of the envelope reserved for test pilots. 

It is the regime of every short-field approach, every minimum-controllable-airspeed exercise, 

and every go-around which was begun a few knots too slow. The airplane does not negotiate. It 

responds only to angle of attack, power, and the resulting energy state. In the end, every pilot is 

an energy manager. Those who grasp why the power curve bends upward on its left side, and 

who practice the disciplined use of pitch and power that the regime demands, fly with a margin 

of safety that no checklist alone can provide. The region of reverse command is not merely a 

curiosity of aerodynamics, it is a fundamental boundary of controlled flight that every pilot must 

learn to respect, and when necessary, to cross deliberately to the other side, and with full 

understanding. Those who rely solely on inherited technique may eventually discover too late, 

that the ladder was never the real danger! 
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For decades, general aviation has adopted aviation technology one feature at a 
time. GPS replaced much of the uncertainty of pilotage. Moving-map displays 
reduced the workload of navigation. Autopilots became increasingly capable. Glass 
cockpits brought information that was once available only in the airlines. Artificial 
intelligence is likely to be the next major step. 

AI in general aviation will not necessarily arrive as a robot sitting in the right seat. 
More likely, it will appear as a collection of increasingly capable systems that help 
pilots understand, anticipate, and manage the airplane. 

The result could be a cockpit that is less about displaying information and more 
about interpreting it. 

A Copilot That Never Gets Tired 
The first useful AI applications will probably involve tasks that pilots already perform but that 
consume valuable attention. 
An AI assistant could monitor engine instruments, fuel flow, electrical loads, weather, traffic, 
and aircraft performance. Instead of merely displaying a warning, it might recognize a 
developing pattern and explain its significance. 

 “Your oil pressure has been declining 
gradually over the past 20 minutes. At the 
current rate, it may reach the caution 
range before your destination. Consider 
diverting.” 

That is a very different kind of cockpit 
assistance than a flashing annunciator. 

The AI would not replace the pilot’s 
judgment. It would help the pilot recognize 
problems earlier, when more options 
remain. 

 
 
 

corman 
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Weather That Becomes a Conversation 
Weather information is already abundant. The challenge is turning it into a useful decision. 
An AI system might combine forecasts, radar, satellite imagery, pilot reports, terrain, aircraft 
performance, and the airplane’s planned route. It could then answer questions in plain 
language, questions such as: 

“Is there a practical way around this line of thunderstorms?” 

“Would leaving 30-minutes earlier significantly improve the trip?” 

“Where are the safest alternates if the destination goes below minimums?” 

The important distinction is that AI could move weather from a collection of charts into a 
continuously updated risk assessment. 

It might also help pilots recognize when a seemingly reasonable plan is becoming unreasonable.  

Maintenance Before the Failure 
Predictive maintenance could be one of AI’s most valuable contributions to general aviation. 
Modern aircraft generate enormous amounts of information, but much of it is not collected in a 
way that allows useful trend analysis. As sensors improve, AI may be able to identify subtle 
changes in engine vibration, oil temperature, alternator output, or fuel pressure. 

A system could compare an airplane’s current behavior with its own historical patterns and with 
data from similar aircraft. That might lead to a message such as: 

“Cylinder-head temperature on number three has been trending higher than the other cylinders 
during similar power settings. A borescope inspection or further troubleshooting may be 
warranted.” 

This would not eliminate the mechanic, but quite the opposite. It could give the mechanic 
better information before the airplane arrives at the shop. 

Training That Knows Your Weaknesses 
Flight training may change dramatically. Today, an instructor observes a student during a lesson, 
takes notes, and evaluates performance afterward. An AI training system could analyze 
thousands of details, such as control inputs, airspeed deviations, heading changes, radio calls, 
scan patterns, and responses to workload. 
It might recognize that a student consistently becomes behind the airplane during an 
instrument approach—not because of one obvious mistake, but because several small errors 
gradually accumulate. 

The system could then create a personalized lesson: 

• Practice approaches with a deliberately increased workload. 

• Repeat the same procedure under different distractions. 

• Review the exact moment the pilot’s scan deteriorated. 

• Compare performance over several flights. 
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The instructor would remain essential, especially for judgment, safety, and human factors and AI 
could make training more precise and individualized. 

The Airplane That Explains Itself 
One of the most frustrating experiences in aviation is knowing that something is wrong without 
knowing why. An AI diagnostic assistant might help bridge that gap. Instead of presenting a list 
of fault codes, it could connect symptoms and likely causes: 
“The battery voltage is low, the alternator output is fluctuating, and the electrical load has 
increased. These symptoms are consistent with a charging-system problem. Verify the 
indications and follow the aircraft’s checklist.” 

The wording matters. A trustworthy system would distinguish between a possibility and a 
confirmed diagnosis. 

That distinction will be critical. AI that sounds confident but is wrong could be more dangerous 
than no AI at all. 

More Capable Autopilots—and New Responsibilities 
Autopilots will likely become more capable, especially in airplanes equipped with modern digital 
flight controls. 
Future systems may be better at managing climbs, descents, approaches, and route changes. 
They may recognize when a pilot is overloaded and offer assistance before the situation 
becomes critical. 

But greater automation will create a familiar aviation problem: the pilot must understand what 
the system is doing and what it is not doing. 

The danger is not simply that automation might fail. It is that pilots may become less practiced 
at flying without it. 

General aviation will need to preserve basic flying skills, instrument proficiency, and the ability 
to recognize when automation is behaving unexpectedly. 

AI at the Airport 
AI could also change the ground side of flying. Imagine arriving at an unfamiliar airport and 
asking: 
“What is the best way to taxi to the fuel pumps?” 

“Which runway is most likely to be active?” 

“Where can I park overnight?” 

“Is there a nearby maintenance shop that works on my airplane?” 

An AI system connected to current airport information could provide useful answers while 
reducing the amount of time spent searching through scattered sources. 

It might even help identify practical problems before departure, such as a closed runway, 
unavailable fuel, or a temporary restriction. 

The challenge, as always, will be ensuring that the information is current and trustworthy. 
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The Human Factor Will Become More Important 
It is tempting to think that AI will make flying easier in every respect. It may. But it could also 
introduce new forms of complacency. 
Pilots may begin accepting recommendations without understanding them. They may become 
less willing to challenge a system that appears knowledgeable. They may assume that because 
an AI has access to enormous amounts of data, its conclusions must be correct. 

That would be a mistake. 

AI will be powerful, but it will still depend on the quality of its data, the limitations of its 
programming, and the accuracy of its assumptions. A system can process information rapidly 
and still misunderstand the situation. 

The best pilots will not be those who blindly trust AI. They will be those who know how to use 
it, question it, and take over when necessary. 

A New Definition of Pilot Skill 
For much of aviation history, pilot skill was measured by how well a person could control the 
airplane and manage its systems. 
Those skills will remain fundamental. But the future pilot may also need to manage an 
increasingly intelligent cockpit. 

That means understanding automation, recognizing its limitations, evaluating 
recommendations, and maintaining the ability to operate independently. 

In other words, AI may not make pilot skill less important. It may change what expertise looks 
like. 

The Future Is Still About Judgment 
The most promising vision of AI in general aviation is not an airplane that makes every decision 
for its pilot. It is an airplane that helps the pilot make better decisions. 
It could identify a developing mechanical problem, suggest a safer route around weather, tailor 
training to a pilot’s weaknesses, and reduce the burden of routine tasks. 

But the final responsibility will remain with the person in the cockpit. 

Aviation has always rewarded pilots who stay ahead of the airplane. AI may become one of the 
best tools ever created for doing exactly that. 

The challenge will be making sure the pilot is able to remain ahead of the technology. 
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I will open this article by admitting that I am not a studied expert on Shock Cooling. I 

have listened to countless discussions and read a lot about the good and bad of the 

subject. I have heard the biggest piston temperature shock or change is on take-off roll. 

To go from idle to full throttle, one must wonder. 

I have owned three Mooney aircraft, and I adopted a middle of the road position on 
shock cooling. My method is far from scientific, but I think it worked well for me. I hope 
my title isn’t disrespectful but here it is: Treat my engine like a Lady.   

This means, I didn’t do engine run ups at 1,800 RPM. I used 1,600 RPM, primarily to 
protect the prop, but also to be nice to the engine. Second, on take-off roll, I never jammed the 
throttle forward. I performed a nice deliberate push, but it was far from a jam. Also, I did not take 
forever to get full power in, as I have occasionally and agonizingly watched others do. 

Climbing out, once above 1,000 feet AGL, I reduce power and watch temperatures. All my Mooneys 
were turbocharged, so watching the temperature was important. My first Mooney was a non-
intercooled 231. I’m glad I had her as I really learned temperature management from Ms. 5810D. 

Recently, I flew with a very focused and proficient young CAP pilot. As this was a check ride, he was 
a little nervous, but I could easily see he was a fine pilot. We did the usual suspects of maneuvers 
and then pattern work. It was an upper 80s – low 90s day in Arizona and on the go-around, he 
would not only reset the flaps, but open and or close the cowl flaps every circuit. I was thinking, 
when did he close them? It wasn’t long before I found out. Abeam his landing point, he fully closed 
the cowl flaps. I then asked him why he was doing this? He stated it was to prevent shock cooling.  
What? I simply said, “Leave them open and we will talk this over on the ground.” 

In the after flight debrief, I asked him why he was opening and closing the cowl flaps while in the 
traffic pattern. His answer was one of his CFIs said to do so. So, I took some time to describe the 
engine in the traffic pattern. Yes, on take-off roll, have cowl flaps open but as you turn cross wind 
and start to level on downwind, you reduce the power, right? So, you set your power at say 18 
inches MP. Then, the rest of the downwind is flown at 90 KTS and about 18 inches.  How hot are the 
cylinders when on downwind?  He hadn’t ever noticed, but he guessed not much. So, then you 
reduce power some more to begin your descent, is there really a huge temperature difference 
when turning base and final? The answer is no. Thus, this procedure adds an unnecessary and 
potentially distracting step in a go-around. So, he agreed with me and will not do so in the future. 

proctor 
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Yes, there are times to be careful and not cool the engine too fast. After a long, high-powered, high-
altitude flight, try hard to reduce power gently. Yes, treat her like a Lady and don’t dump the power 
and put her in a high-speed nosedive. Use common sense and add some gentle consideration for 
the engine. However, worrying about shock cooling in the traffic pattern is certainly not necessary, 
particularly when there is plenty else to do when doing bounce and goes. 

Open to hearing counter arguments… 
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I was a traveling salesman, and from 1978 until 2010, I kept moving, often 

astride “Rambo”, my 1964 M20E Mooney. Somewhere in there I married Bonnie – a 

pilot and my muse, learned aerobatics, flew in many competitions, earned my A&P and 

IA certificates, and tried to avoid reaching bankruptcy any sooner than was inevitable. 

In 2002 I received a call from my dear friend “Bob”, a WW2 pilot-geezer who 
happened to own a French biplane, which was the same model as the one we had. He 
encouraged me to come to Carson City to consider joining a company that he believed 
needed my basket of management and selling skills. I went and I was hired. 

 Not long after that, in January I made a date to meet one of our 
contract sales agents in Thunder Bay, Canada. It was cold! Oh well, if you’re 
going to jump, choose the deep end.   

I had previously met up with an agent in Toronto, where I walked within 
four feet of Queen Elizabeth in the lobby of the Fairmont Royal York Hotel. At the 
time, I was carrying a bright metallic aluminum gun case, full of 1” diameter 
titanium tubes with wires coming out of them. A bunch of burley-hatted, red-

coated guards never raised an eyebrow. Not that their eyebrows could have been seen 
under the tall burley hats. 

It was -30F when I landed at Thunder Bay. I asked the FBO to put some preheat on the 
engine around 4 AM, because I was hoping for an early 7 AM departure. I planned for my agent 
and I to make an early arrival at Terrace Bay paper mill, which was half-way up Lake Superior, on 
the Canadian side. 

It required about a half-hour to get Rambo to light up, which was unusual for him, even 
in those cold temps. I heard minor-mental whispers asking questions, and once we got the 
engine warmed up, we taxied out and headed East over the Lake. The lake surface was about 
75% frozen, and the shoreline and trees were blanketed with ice and snow. One of my voices 
noted there were no fields, making an engine out a pot load of bad choices. An hour later, we 
arrived at the ice-covered, steeply inclined runway. I circled to a downwind, pulled the throttle 
back at midfield, and the engine quit. 

I put the throttle back in and the motor picked up. I circled while playing with the knobs 
to see what the magic combinations were. It was simple. With the throttle at or nearly full, it 

peterson 
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made power.  Any lesser throttle and it quit and mixture made no difference. I had two choices.  
Could I land, or return to Thunder Bay? My passenger was surprisingly calm. I guess Canadians 
have developed strong stomachs for the pickles their southern neighbors vomit up. I decided to 
land, as a runway within reach was more attractive than 150 nm of very cold water, icebergs, 
and uninterrupted, thick-trunked trees. 

I was happy with the upward sloped runway. I assumed I would have no power from the 
time I slowed for landing, nor for my rollout to the parking pad. The power-off approach from 
mid-field is my standard landing technique so that part went as expected. I kept a few extra 
knots on final to help us coast up the tilted landing surface, but it turned out my engine was 
willing to make some thrust at idle. We turned off and parked near the very small tea-shack, 
where a pleasant lady was waiting in case an EMT helicopter arrived to pick up an injured 
worker to be sewn back together. I popped off the left side engine cowling and found the 
mixture cable had fractured across the end-fitting at the servo. Embrittled steel had broken. My 
mixture was set at the lean cruise mixture for our trip up, but after that, it was non-adjustable. I 
tried not to think about the possibilities had we headed straight back to Thunder Bay, allowing 
the unrestrained mixture lever to vibrate toward the cut-off end of its travel.  Erk! 

We arranged for a rental car (wonders!), made our sales trip to the paper mill, and I 
drove us three+ hours back to Thunder Bay. I made a quick trip to “Canadian Tire” where I 
bought very heavy overalls, gloves, hat, super-duty hair dryer, a couple of long extension cords, 
a lawn mower throttle cable, and a hand full of generic tools. 

After the long drive back to Terrace Bay, the next morning I arranged the extension 
cables and hair dryer to feed warm air into the “Ram Air” port.  It wasn’t a tropical blast, but I 
expected my long day’s work would allow some time to warm Rambo’s gizzards. We were still 
looking at -30F. 

I managed to remove the interior parts of the mixture cable, feed the lawnmower 
replacement wire through the tube, and connect things in a way that would at least keep the 
mixture lever from sending an auto-off signal to the engine. This required several hours, mostly 
removing the old cable. There were critical dashes into the EMT hut for hot tea, just to keep my 
joints from locking up. 

The time came. I spoke with the tea-lady and told her I would be departing downhill, 
toward the lake water at the bottom. With ice and snow on the runway, once the takeoff roll 
began, there would be no stopping. I intended to contact her on the radio once I was 
established in the climb, and if she did not hear from me, I asked her to please send the rescue 
lads, or roses, whichever was more likely. 

Obviously, I made it back to Thunder Bay. The previous day I had ordered a replacement 
cable assembly from Mooney, but it was hung up in Customs somewhere. So, I made a short 
jump to a friend’s private strip just south of Duluth and waited for the repair part to arrive.  

Having friends with tools and private strips makes a traveling salesman’s life just a little 
more tolerant.   
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I asked my wife, “What should I write about this month?” I was struggling to come up 

with a topic that people might find interesting. 

Her immediate reply was, “You have to write about your 104 weeks of flying.” 

Maybe that should have been obvious to me, but for some reason it hadn’t dawned 

on me, even though that milestone occurred just a few weeks prior. Some of you 

might remember my article a year ago, when I wrote about 52 consecutive weeks of 

flying. At the time I figured I would keep the streak alive for a bit. However, I didn’t 

realize it was going to stretch past two years. Yet, here we are. 

Here is a refresher on the challenge: When I turned 52, my wife suggested that I 

should try to fly once a week for 52 weeks. The rules I put in place were that a week would run 

Sunday through Saturday and a flight had to happen somewhere in that stretch. Technically, that 

meant a flight could take place on a Sunday and not again until two Saturdays later, with a 

stretch of 12 days in between. That would become important during the annual inspection and 

a couple of other stretches. 

For the annual inspection, I flew on a Sunday afternoon, then spent evenings after work. taking 

everything apart and working through the lubrication items before meeting my mechanic for 

the day on Friday. Saturday was spent going through his short punch list and putting everything 

back together, finishing up evenings after work the following week. By the end of the week, I 

was ready for a post-maintenance flight. 

There was another week I thought might break the streak. I went to the airport after work just 

to make a short hop around the pattern. I began my startup checklist and when I turned on the 

electric fuel pump, instead of the normal humming, there was a grinding sound. “That’s not 

good,” I said out loud to nobody. I pulled out my phone, hit the voice record, and flipped the 

switch again. I then sent the file via text to my mechanic. I already knew the answer before he 

responded with, “No fly,” but wanted to let him know I needed to replace the fuel pump. 

I was able to get a replacement from Aircraft Spruce the next day. It is nice living so close to the 

one in Corona, and by the end of the week, I was taking it up for another post-maintenance 

flight. This time, when I turned the pump on, it made the normal pleasant humming sound. 

brown 
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I’ve been trying to think of a “memorable flight” during this second year of flying. We made our 

usual flights to Colorado, and visited family in Arizona, Utah, and Idaho. We also went to 

Colorado, skied for a day, then flew to Idaho and skied for a day. That never would have 

happened without the Mooney. We also flew from California to St. George, Utah to pick up my 

youngest son on our way to Phoenix to visit my dad. That also never would have happened 

without the Mooney. 

I suppose the biggest surprise in flying the past two years is that there were only a few times 

when I just flew the pattern to check the box on the calendar. A friend of mine asked me this 

past weekend, “I know you’re still flying every week. Is it getting old yet?” He went on to 

mention how hobbies sometimes become boring to us after a while. 

I responded that I still love it every time I push the throttle in, go rolling down the runway, and 

lift off into the sky. I did tell him that a couple weeks prior, when it was almost 100°F outside, I 

had to talk myself into flying after work. Granted it was on a Friday evening, and I could have 

gone the next morning, but I had other things to accomplish on Saturday. 

After some debate back and forth with myself, and my wife telling me on the phone to “just go 

fly,” I ended up at the airport instead of home and I took a trip around the patch. Yes, it was hot 

and sweaty, and yes, it put a smile on my face when the wheels left the ground. 

What are the numbers after 104 weeks of flying? 

• Hours Flown: 286.7 
• Airports Visited: 37 
• Cross Country Hours: 261.7 
• Total Flights: 178 
• Solo Time: 71.0 
• Landings: 186 
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My calendar shows 104 weeks, with 

every highlighted day representing at 

least one flight that day. 

The moral of the story is to set goals for 

yourself, whether those goals are in flying 

or some other aspect of your life. You 

never know where those goals will take 

you. Maybe you won’t achieve every goal 

you set, and that’s okay. But I guarantee 

that you will do more in life by setting 

goals than just taking life as it comes. 

 

 

 

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 military and airline flying, there is a huge emphasis on continuing proficiency training. In 

general aviation, there are some attempts, such as the FAA required Flight Reviews every two 

years and the Wings Program.  However, these can be very generic. The Mooney Safety 

Foundation’s Pilot Proficiency Program (PPP) helps bridge that gap, and you can have some fun 

at the same time. I just attended the PPP at Manchester, NH (KMHT) on September 11 and 12. 

The Mooney Safety Foundation offers these all year long, around the country.  They are a great 

way to learn some things about your Mooney and have a good time doing it. 

The program is a two-day event, typically run on a Friday and Saturday. Most participants fly in 

on Thursday and fly home on Sunday. Day One is mostly classroom and Day Two is flying, with a 

banquet in the evening of the second day. Of course, the schedule can be revised based on 

weather. As with all aviation, flexibility is key. 

Day One starts early, and normally, registration and coffee start at 6:30 AM and class starts at 

7:00 AM. The presentations are Mooney specific by instructors with significant credentials in the 

Mooney world. Topics include maintenance, aviation decision making, planning, engine 

operation, and more. I attended a PPP two years ago and some of the presentations were not 

very polished, with unreadable slides and presenters who read the slides without imparting 

additional details. This one was a huge improvement. All the slides were readable and the 

presenters had good classroom presence and skills. Also, timers were set and presentations 

were held to the scheduled times. A working lunch was provided and for this event, it was a 

choice of various sandwiches or wraps with chips and soft drinks. During the lunch, we had two 

tower controllers talk about what to expect while operating at the airport and surrounding 

options for air work and approaches.  

The classroom session ended around 4:00 PM and student/instructor assignments were 

announced. Two students are assigned to one instructor. All the instructors are very 

experienced in aviation and Mooneys. There are no 250-hour CFIs who have only flown a C-172s 

here. For this event, my instructor was Ted, a retired airline captain from a major carrier with 

international experience. He was also a retired Air Force Reserve C-141 pilot and a Mooney 

owner. The other student was Steve, a retired surgeon and Ovation owner.  Ted, Steve and I 

went over what he had planned for each of our two flights. Typically, the first flight is a VFR 

carraway 
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flight, which includes air work and pattern work. Also, you, as the student, have input into what 

you would like to work. For the air work, Ted planned on doing slow flight, steep turns, stalls, 

go-arounds, and forward slips. For the pattern work we did soft field take offs and landings, go 

arounds, and no flap takeoffs and landings. All landings were to be full stops. The second flight is 

usually an instrument flight, but for VFR only pilots, it can be another air work and pattern 

flight. However, it might be a good idea to do the flight as an instrument training flight and 

practice inadvertently flying into the clouds.  Both flights are normally two hours each. I 

deferred to Steve to fly the late afternoon flight. After flying, we went to dinner and did some 

hangar flying. 

The next day, Ted and I flew early, leaving the hotel at 7:15 AM. The day was clear and cool, with 

calm winds.  We accomplished our plan, and the most interesting thing to me was the no flap 

work. I had not done that in way too many years and never in my Mooney. We finished off with 

an ILS at KMHT. Then, Steve and Ted flew. Ted and I did some instrument work. The winds and 

thermals had kicked up a bit, but not too bad. We did at least four approaches, including one 

partial panel, which was new to me with a glass cockpit. Yes, I know I should practice them 

more often, but that is why I do events like this, because they push me into doing things I know I 

should be doing, but just don’t get around to it. We flew a VOR approach with a Circle to Land. 

Add in an RNAV and ILS, and it was a pretty full flight. While I was legally current for instrument 

flying, I was not happy with my proficiency. The first approaches were rough, but by the end of 

the flight I was better. 

Due to incoming weather, over half the instructors and students left Saturday afternoon, so the 

banquet was not well attended. A couple of us who did not leave on Saturday ended up staying 

until Monday because the bad weather hung around. 

Assuming your flying performance meets the standards, you will complete a Flight Review and 

an Instrument Proficiency Check.  Plus, you get a nice certificate that could get you a discount 

on your insurance. 

The other part of the experience is meeting the instructors and students. I met some very nice 

people and met several people I knew from the Mooney Space forum 

(https://mooneyspace.com/ ). 

The other benefit is based on statistics. Pilots who go above and beyond in recurrent and 

proficiency training have a lower accident rate. 

I highly recommend doing an Mooney Safety Foundation Pilot Proficiency Program. You will be a 

better pilot for it. 

Oh, and it was great to walk out on the ramp Saturday morning and see over 20 Mooneys 

parked on the ramp.  There were 19 students with their airplanes and two of the instructors 

flew their Mooneys to the event. 

https://mooneyspace.com/
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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 

Logbooks & Your Mooney’s Value 
by Richard Simile, Thunderbird Aircraft Sales 

I have been selling Mooney Aircraft for many years now and I can tell you that logbooks are one 

of the first (and most important) things I look at when I visit a Mooney in the field. But most of 

the time, what I see with logbooks is just HORRIFIC!! I realize that it's obvious to all of us how 

logbooks “should” be kept, but in reality, it’s not done correctly. Well organized logbooks are 

also a great indicator as to how the aircraft is being maintained and cared for. Sadly, many Logs 

are in complete disarray. When I arrive to see a Mooney, I don't even want to see the airplane 

until I see those logs. Let that sink in for just a second. Logs are my absolute first desired look at 

the aircraft. I have even blocked my view of an aircraft with my hand or a folder as I walk past it 

on the way to the logbook review. I can hear you all laughing from here, but it’s true. When 

selling an aircraft, that is how important logs are to the foundational perception of the airplane. 

Airworthiness Directive and Service Bulletin Compliance Reports. The very first thing I look for in 

the logbooks is a current Airworthiness Directive and the Service Bulletin Compliance Reports. It 

is sad to me that most people do not even run compliance reports because of the expense. 

However, that report is the greatest life insurance policy ever derived for flying!!!  

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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SBs typically turn into MSBs that typically turn into EADs (Emergency ADs) or ADs. EADs or ADs 

are most likely the result of a fatal accident. So, if you make a commitment to comply 100% with 

all SBs and ADs, you will be exponentially enhancing your own safety. The Compliance Report 

does this for you AND also enhances the value / marketability of your Mooney.   

I have seen some really disastrous logbooks for perfectly kept airplanes. I've also seen perfect 

logbooks and disastrous airplanes. But mostly, it’s poorly kept logs and the planes show it too. It 

is as if the honeymoon ended long ago, and that is sad. But, I say to you, dive back into the deep 

end of the pool and get back to a logbook organization program soon. Everything that is done to 

your Mooney, every invoice, every 337, every single thing, should be nicely organized in those 

logs.  

The perception of logs is a very big deal to buyers. Buyers get spooked by unorganized logbooks. 

I have seen poorly kept logs cause buyers to walk away or offer a lower price for the aircraft.   

The Bottom-Line is: 

GREAT LOGBOOKS WITH AIRWORTHINESS AND SERVICE BULLETIN COMPLIANCE REPORTS, 

ALONG WITH A VERY WELL CARED FOR MOONEY, WILL HELP TO SOLIDIFY ASKING PRICES AND 

ENHANCE YOUR SAFETY. THAT’S A DOUBLE WIN!!! 
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https://drs.faa.gov/browse
https://themooneyflyer.com/tech-mech.html
https://mooney.com/wp-content/uploads/2020/12/100-HOURANNUAL-Inspection-Guide.pdf
https://mooneymover.com/
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Send your questions for Tom to TheMooneyFlyer@gmail.com 

Should You Keep Your Mooney’s Fuel Tanks Full? 

 

 

I’ve always felt that, generally speaking, the more fuel you keep in a 

Mooney’s tanks, the better. However, keeping them half full or better should 

normally be sufficient to help keep the tank sealant “wet.” 

A major consideration is where the airplane is stored. 

If the airplane is kept in a hangar, I don’t believe the exact amount of fuel in the tanks makes a 

great deal of difference. But if the airplane is parked outside in the sun, especially in very hot 

climates, the more fuel in the tanks, the better. 

That doesn’t necessarily mean filling them completely to the top. In extreme summer heat, such 

as the 110°F temperatures we sometimes experienced in front of my shop, fuel expansion can 

become significant. Leaving some expansion space is prudent rather than topping the tanks 

absolutely full. 

The composition of the fuel-tank sealant changed roughly 35 years ago, and the later materials 

have generally performed better. If your tanks were professionally resealed in more recent 

years, the newer sealant would normally have been used. 

There is another factor that shouldn't be overlooked: Mooneys were largely hand-built 

airplanes, and the tank sealant was applied by hand. Inevitably, there can be variations from 

airplane to airplane. Some areas may have received a thinner application of sealant than others. 

TG 

mailto:TheMooneyFlyer@gmail.com?subject=Question%20for%20Tom%20Rouch
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Human error can also play a part in Mooney fuel-tank problems. AD 85-24-03 involved fuel-tank 

sealing that obstructed drain openings in the bottom of the tank ribs. With tanks being sealed 

by hand, some problems may simply be the “luck of the draw.” 

As for water in the tanks, I believe about 95% of the problem comes from bad fuel-cap O-rings 

or improperly adjusted fuel caps. It’s very rare these days to get water from the fuel itself. 

Condensation can be a factor, but I believe that is also relatively rare. 

Here’s a short story that illustrates the point. 

I once pulled an F model out of a field after the engine quit on takeoff. When we were finally 

able to check the airplane, we drained almost two quarts of water out of each tank. The fuel-

cap O-rings must have been 20 years old. 

The owner told me he had drained fuel from the tanks before takeoff and 

that the samples were clear. 

I said, “Clear? It should have been bluish.” 

He just looked at me with a blank stare. 

He had owned the airplane for more than ten years. 

There’s a simple lesson here: Spend a few bucks and change your fuel-cap O-rings every year—

and I mean both O-rings in each cap. 
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Go-Arounds Are Awesome! 
By General Aviation News Staff · September 18, 2026  

 

Just launched is Go-Arounds Are Awesome! It is a new aviation safety initiative founded by flight 

instructor and pilot examiner Jim Pitman, who hopes the campaign will help pilots view a go-

around as a normal, positive decision — not a failed landing attempt. 

HYH 

https://www.generalaviationnews.com/author/ganstaff/
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The campaign addresses a familiar hazard in general aviation: The temptation to continue an 

unstable approach, according to Pitman. Continuing an unstable approach can contribute to 

runway excursions, hard landings, and loss-of-control accidents. 

Although pilots are trained to go-around, external pressures, goal-oriented thinking, and 

repeated successful outcomes from marginal approaches can make the safer choice feel 

unnecessarily difficult, he added. 

“Pilots are wired to complete the mission,” he said. “That mindset can make a go-around feel 

like a failure, even when it is the best course of action. A go-around is awesome because it is 

evidence of good aeronautical decision-making.” 

 

As an airline pilot, Pitman has experience 

operating within a safety culture that 

demands a stabilized approach and calls for 

an automatic rejection of the approach if 

those parameters are not met at a given 

altitude. 

Go-Arounds Are Awesome! aims to 

complement training with a cultural shift. The 

campaign encourages pilots, instructors, and 

flight schools to positively reinforce go-

arounds and to treat the decision to 

discontinue an approach as an example of 

sound judgment, he explained. 

“Training teaches pilots how to execute a go-

around, but culture determines whether they 

will actually do it when they should,” Pitman 

said. “If we can change how pilots feel about 

going around, we can change behavior — and 

help prevent accidents.” 

The campaign’s lighthearted name is intentional. It is meant to replace the reluctant thought, 

“Oh no, I think I need to go around,” with a more constructive response: “I get to do a go-

around and set up a better approach.” 

At GoAroundsAreAwesome.com, pilots and instructors are encouraged to: 

• Learn about stabilized approaches and go-arounds 

• Sign the Go-Around Pledge 

• Share GoAroundsAreAwesome.com with other pilots and instructors 

For more information: GoAroundsAreAwesome.com 

Jim Pitman 

https://www.goaroundsareawesome.com/
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New Pilot Portable Potty Eliminates 

Unexpected Fuel Stops 
By General Aviation News Staff · September 18, 2026  

Sporty’s has introduced the Pilot Portable 

Potty, which gives pilots and passengers a 

way to handle in-flight bathroom needs 

without adding another complication to the 

flight, according to company officials. 

 

“An unexpected bathroom break can turn 

into a flight-planning consideration, especially 

on longer legs,” Sporty’s officials noted. 

“Pilots may find themselves considering a fuel 

stop, an unplanned diversion, or how an 

unexpected stop could affect the flight. 

Having a portable relief option onboard 

eliminates one more variable to manage and 

provides peace of mind when the nearest 

airport is still miles away.” 

The Pilot Portable Potty uses an absorbent, odor-neutralizing pouch that gels liquid to prevent 

spills and contain odors. A specially designed foam collar provides a secure fit for men, women, 

and children, while a built-in spill guard helps prevent backflow during use, Sporty’s officials 

noted. The individual pouches can be used while sitting or standing. 

The Pilot Portable Potty is available in a pack of 10 for $12.95. 

For more information: Sportys.com 

 

 

 

 

 

 

 

https://www.generalaviationnews.com/author/ganstaff/
https://www.sportys.com/pilot-portable-potty.html
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House Panel Advances FAA Medication Transparency Bill 

AVweb, Sep 21, 2026, by Matt Ryan 

Measure would require a comprehensive public list of medications that airmen may use and 

provide guidance on stabilization periods. 

 

The House Transportation and Infrastructure Committee has advanced legislation that would 

require the FAA to publish more comprehensive medication guidance for pilots and other 

aviation professionals. The committee approved an amended version of H.R. 2592, the Aviation 

Medication Transparency Act of 2026, by voice vote during a Sept. 15 committee markup. 

What The Bill Would Require 

Under the bill text, the FAA would have one year after enactment to publish and maintain a 

comprehensive list of prescription and over-the-counter medications that may be safely used by 

airmen for medical-certification purposes. The information would also identify average periods 

during which an airman may need to limit or suspend duties while stabilizing on a medication. 

The FAA would have to include medications classified as “Do Not Issue” or “Do Not Fly” and 

update the information annually. 

The FAA already publishes medication material for pilots and Aviation Medical Examiners, 

including “Do Not Issue” and “Do Not Fly” guidance. However, the agency currently says it does 

not maintain a comprehensive list of acceptable medications because certification decisions can 

https://transportation.house.gov/calendar/eventsingle.aspx?EventID=410260
https://transportation.house.gov/UploadedFiles/ANS_to_H.R._2592.pdf
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also depend on the underlying condition, dosage, drug interactions and other individual factors. 

The agency’s current pilot guidance advises pilots to consult an AME about specific medications 

or medical conditions. 

Sponsor Cites Pilot Access 

“Pilots and air traffic controllers deserve to know what medication they are allowed to take and 

which medications may derail their career,” Rep. Sean Casten, D-Ill., said when an earlier version 

of the measure was introduced in 2024. “The Aviation Medication Transparency Act improves 

the current system by making public the approved list of medications allowed by the FAA and 

helps aviators and their doctors make the best choice for their career and their health.” 

The committee-approved version directs the FAA to consult organizations representing general 

aviation and business aviation pilots, airline pilots and air traffic controllers while developing the 

list. It would also establish a way for physicians and other medical providers to contact the FAA 

about medication questions. 

The measure is now eligible for consideration by the full House, although no date to do so has 

been set. 

New NiteOcean App Offers Comprehensive Tools For Pilots 

By General Aviation News Staff · September 22, 2026  

Fly Away Today has launched NiteOcean, a platform designed 

to bring essential aviation information, pilot tools, and flight 

records together in one mobile experience. 

Available on iOS and Android, NiteOcean was created for 

pilots, student pilots, and aviation enthusiasts. It features pilot 

briefings, METAR and TAF aviation weather, NOTAM awareness, 

METAR widgets, live aviation information, digital pilot logbook 

tools, pilot currency tracking, aircraft information, and other 

features. 

https://www.faa.gov/pilots/medical_certification/medications
https://casten.house.gov/media/press-releases/casten-yakym-introduce-bipartisan-bill-to-increase-aviation-medication-transparency
https://avweb.com/tags/medical/
https://www.generalaviationnews.com/author/ganstaff/
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“At the heart of the platform is the idea that aviation does not 

begin when an aircraft leaves the runway and end when it lands,” 

they said. “Preparation, weather awareness, flight records, 

learning, and staying connected to aviation are all part of the 

journey.” 

While based in the UK, NiteOcean could also be useful to pilots in 

the United States, according to the developers. 

“Many of its core features — such as METAR and TAF weather, 

airport information, flight briefing tools, digital logbook 

functionality, pilot currency tracking, aircraft information and Ask 

Captain — are designed for an international aviation audience 

rather than solely for UK pilots,” they said. “We’re continuing to 

expand and localize the platform, and feedback from U.S. pilots 

will be particularly valuable in helping us develop stronger region-

specific coverage and functionality.” 

The next stage of NiteOcean is already 

in development: A dedicated aviation 

community built directly into the 

platform. 

The community is being designed to 

give users their own aviation-focused 

space to create profiles, share posts 

and aviation experiences, discover 

other members, build networks, and 

communicate. 

“We didn’t want NiteOcean to be an app that does only one thing,” 

said co-founder Alis Aknai. “Aviation is much bigger than tracking an 

aircraft or checking the weather. Pilots prepare, fly, record their 

journeys, learn, and connect with other people who share the same 

passion. Our vision is to bring more of that experience together in 

one place.” 

NiteOcean is available through the Apple App Store and Google 

Play. A variety of subscriptions are offered. 

For more information: NiteOcean.com 

 

https://niteocean.com/


The Mooney Flyer Volume 15 Number 10 October 2026 
 

Page | 54  
 

 

 

 Contact Mike Weir at (239) 572-3418, before coming to the 
restaurant, so they can have an accurate count. Events begin at 
11:30 
 

 

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


The Mooney Flyer Volume 15 Number 10 October 2026 
 

Page | 56  
 

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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MOONEY RELATED ITEMS FOR SALE 

Books / DVD’s: Books like new – only read once, on shelf since. 

Those Remarkable Mooneys (signed by author): 

The Al Mooney Story – regular edition: 

The Al Mooney Story - leather bound, new condition, signed by authors (only opened to confirm 

authors’[Al Mooney, Gordon Baxter] signatures / Copy #33): 

Parts & Service Manuals – thru M20J (with ‘notes of enhancements’): 

Maintenance Course Manual thru M20J – by Jerry Manthey (including reprints of “Lycoming 

Flyer”: 

The Complete Guide to Single Engine Mooneys – 1980: 

Upon Silver Wings (I, II, III – w/DVD), about M20J round the world trips, all signed by author 

CarolAnn Garratt: 

Mooney Landing Techniques DVD by Don Kaye: 

MAPA Directory 1985-1986: 

Interior Sun Screens for M20J: Seldom used, in original bag: 

Magnetic Compass – windscreen center post mount, M20J &??. Like new. 

Dwight Wilcox at dw_1@verizon.net 
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Contact Don Peterson at 

autotech@flash.net 

mailto:autotech@flash.net
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