
J A N U A R Y  2 0 1 5   •   V O L U M E  F I F T E E N   •   N U M B E R  O N E

The Of f ic ia l  Pub l icat ion for  Bonanza,  Debonai r ,  Baron & Trave l  A i r  Operators and Enthus iasts

A M E R I C A N

B O N A N Z A
S O C I E T Y





FLYING

10 On the Cover: A Very Rare Breed Indeed! 
 N2941V 1947 35R  
  by Charles Freese

14 Baron Pilot:  
 The Propeller Unfeathering Trap 
 by Thomas P. Turner

22 Can You Read the Wave? 
 by Jim Herd

30 Safety Pilot: Night Distraction by Thomas P. Turner

34 BPPP: Cold Weather Checklist from the BPPP Instructors

50 A Gypsy Road Trip in NC3255V 
 by Timothy Acker

58 Beechcraft Heritage Museum: The Year in Review 
  by Wade McNabb

70 Flightseeing:  
 VFR Texas to California and  
 Return Below 10,000 Feet  
 by Bill Hoglan

Contents

OWNERSHIP/MAINTENANCE

18 Beech on a Budget:  
 Low Cost Fuel Storage/Transfer System 
  by Mike Caban
42 Insurance: How BPPP Training Affects Your Insurance 
 by John Allen 
44 Bonanza Ailerons by Jake Bartholow
46 Those Magical, Mystical Approach Flap Limit Switches 
  by Al Aitken

ABS

 2 President’s Comments:  
 Why We Did It 
 by Bob Goff

 4 Operations  
 by J. Whitney Hickman & Thomas P. Turner

J A N U A R Y  2 0 1 5   •   V O L U M E  F I F T E E N   •   N U M B E R  O N E

The Of f ic ia l  Pub l icat ion for  Bonanza,  Debonai r ,  Baron & Trave l  A i r  Operators and Enthus iasts

A M E R I C A N

B O N A N Z A
S O C I E T Y

1

January 2015 • Volume 15 • Number 1

ABS Executive Director 
J. Whitney Hickman

ABS-ASF Executive Director & Editor 
Thomas P. Turner

Managing Editor 
Jillian LaCross

Technical Review Committee 
Tom Rosen, Stuart Spindel, Bob Butt  

and the ABS Technical Advisors
Graphic Design  

Joe McGurn and Ellen Weeks
Printer  

Village Press, Traverse City, Michigan

American Bonanza Society magazine (ISSN 
1538-9960) is published monthly by the 
American Bonanza Society (ABS), 1922 Midfield 
Road, Wichita, KS 67209. The price of a yearly 
subscription is included in the annual dues of 
Society members. Periodicals postage paid at 
Wichita, Kansas, and at additional mailing offices. 

No part of this publication may be reprinted  
or duplicated without the written permission of 
the Executive Director.

The Society and Publisher cannot accept 
responsibility for the correctness or accuracy  
of the matters printed herein or for any opinions 
expressed. Opinions of the Editor or contributors 
do not necessarily represent the position of 
the Society. Articles or other materials by and 
about organizations other than ABS are printed 
in the American Bonanza Society magazine 
as a courtesy and member service. Except 
as expressly stated, their appearance in this 
magazine does not constitute an endorsement  
by ABS of the products, services or events of  
such organization. Publisher reserves the right  
to reject any material submitted for publication.

Annual Membership Dues: 
• Domestic (US/Canada/Mexico) — $65 (US)
• Two Year Domestic (US/Canada/Mexico) — $124 (US)
• International — $103 (US)
• International (online magazine only) — $65 (US)
• Two Year International (online magazine only) — $124 (US)
• Additional Family Members — $27 each
• Life membership — $1200 
Contact ABS Headquarters for details.

Postmaster: Send address changes to American 
Bonanza Society magazine, P.O. Box 12888, Wichita, 
KS 67277-2888. © Copyright 2013.

Send Articles/Letters To: American Bonanza 
Society Magazine Publication Office, P.O. Box 
12888, Wichita, KS 67277, Tel: 316-945-1700, 
Fax: 316-945-1710, E-mail: absmail@bonanza.org, 
Website: http://www.bonanza.org. Please note: 
Copy & photos submitted for publication become 
the property of the Society and shall not be 
returned. Articles submitted with pictures receive 
publication preference.

A m e r i c A n

B o n A n z A
S o c i e t y

The American Bonanza Society serves Beechcraft 
enthusiasts by sharing valuable safety, technical, and 
educational resources, and by promoting interaction 
among and advocacy on behalf of its members.

DEPARTMENTS

 6 ABS Aviators

29 New Life Members

38 New Airworthiness  
 Issues

54 Regional News

62 Tech Tips

66 Member News 

66 Surly Bonds 

68 Forum

73 Classified Ads 

78 ABS Board

79 Events Calendar

80 ABS Contacts

80 Display Advertising  
 Index



2 AMERICAN BONANZA SOCIETY JANUARY 2015

Why We Did It
By Bob Goff

T
his past December the ABS Board of Directors announced that BPPP 

Online will be available to all ABS members at no cost. This is a direct 

savings to our members of $100 per year. ABS members can now do the 

complete BPPP program, including approximately four hours of flight training 

with a BPPP instructor, for $395. Of this, $375 goes directly to pay our highly 

qualified instructors, with the rest going toward ABS’s administrative costs. 

Why did the ABS Board make this 
decision? Because we’re serious about 
the ABS Air Safety Foundation’s mis-
sion: “To protect lives, and preserve 
the Beechcraft fleet.” The best way to 
achieve these goals is to ensure all ABS 
members receive regular, expert flight 
instruction. The best way to do that is 
to make BPPP training as convenient 
as possible to members, at the lowest 
possible cost. As a not-for-profit, avia-
tion safety charitable organization, it’s 
ABS/ASF’s responsibility to do this.

Several years ago our BPPP training 
program cost about $1,500 for a two-
day weekend, plus travel and hotel/
meal expenses for three to four days. 
Many of our members said that this 
was just too expensive and the time 
commitment was just too much. Since 
about 2008, enrollments in our week-
end programs were falling. We were 
losing money (about $160,000 in the 
first six months of 2012) and something 
needed to be done quickly. 

Over a several months in 2012, 
ABS Air Safety Foundation Executive 

Director Tom Turner took the BPPP 
classroom syllabus and developed 
an online ground school program, 
with review and input by a few BPPP 
instructors. The BPPP Online+Flight 
program was the direct result of a long 
series of Board and member meetings 
dating back to the first ABS Technical 
Conference in 2003, which identified 
the need for lower cost, more conve-
nient BPPP programs to encourage 
greater participation. Moving to an 
online ground school format and local, 
individually scheduled flight instruc-
tion dramatically reduced costs and 
turned a $1,500-tuition money-loser 
into a $495 package that recovered 
its development costs in the first nine 
months and has operated in the black 
ever since. Over the past several years 
the programs have been updated and 
are becoming more model-specific. 
Now with this latest move members 
can take the online ground school 
at their convenience, fly with a BPPP 
certified instructor in their area, and 
complete the program for $395. 

A big concern at ABS is that even 
with this very low-cost training, only 
about five percent of our members are 
participating in this excellent program. 
By lowering the cost as much as pos-
sible, we hope that more of our mem-
bers will participate in our training 
programs. Statistics show that pilots 
who train in qualified programs like 
BPPP on a yearly schedule have 41 per-
cent fewer accidents. If you participate 
in a program like BPPP, your insurance 
premiums may be reduced by up to 
10 percent. To get the best rates and 
coverage many insurance companies 
insist on yearly training. Your discount 
may actually cover the entire cost of 
your training, making you a safer pilot 
at little to no cost at all.

How does ABS pay for this? We 
estimate it will cost the ASF about 

$35,000 a year to offer this new mem-
ber benefit, including the portion of 
ABS’s insurance that covers flight train-
ing operations. Many of our members 
have stepped up and made significant 
financial contributions to the Air Safety 
Foundation to underwrite the cost. As  
of this writing, one of the aircraft insur-
ance underwriters has made a multi-
year commitment to sponsor free BPPP 
courses for our members, and several 
others indicate they’ll do so soon. 

We want you to fly with one of these 
expert BPPP instructors, but even if 
you only take some of the free BPPP 
online courses, you’ll learn more about 
your Beechcraft and be a safer pilot 
as a result.

We have heard that pilots are some-
times intimidated when doing flight 
training. They feel it is a test. Our BPPP 
instructors are there to help you be a 
better, safer pilot. Feedback from our 
members who complete BPPP tell us 
that our instructors are the best they 
have ever flown with. 

By offering this additional member 
benefit, we hope you will fully partici-
pate in BPPP. It’s truly a win-win for you. 

That’s why we did it.
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Flight Training 
with Mary and 
Lawrence 
Lattimer

 H
appy New Year!  I find it only fitting (and somewhat embarrassing) 

that I only recently completed some tasks on my last year’s 

resolutions. After a very busy spring and summer with many ABS 

events successfully completed, I wanted to focus on a few personal goals  

and get back on track with my flight training.  First and foremost, I wanted  

to complete my Private Pilot written test. Goal two was to meet with a local 

instructor in Wichita and get flying hours in to brush the dust off, to see what  

I still comprehended and what I had lost in the last year without much time in 

the air.  Finally, I wanted to take some days away from the office and intensely 

focus on flight training.  Happily, I was able to accomplish these three goals. 

The next goal is to complete my training and get my Private Pilot license.

I knew I wanted to get away and 
do some training but I didn’t know 
where I wanted to go – preferably 
somewhere warmer than Wichita 
that wasn’t that far away. Pat Hyde, 
wife of past ABS Board member Ron 
Hyde, suggested I check out a place 
in Vernon, Texas. That’s about a five-
hour drive from Wichita. Pat and 

Ron’s daughter had been a student 
there and received her license from 
Mary and Lawrence Lattimer (more 
on them later). I looked on the map 
and found Vernon was a small dot 
that wasn’t really close to much. Next, 
I checked out its airport and found it is 
a small airport with nice, long asphalt 
runways. I decided to call Mary and 

Lawrence, instructors and owners of 
Lattimer’s Flight Training LLC. 

Mary was very polite and acted  
as though she’d known me all my  
life. Twenty minutes into our con- 
versation she had answered every 
question I had without me having 
to ask one… with the exception of 
“where would I stay?” Mary offered 
lodging at a small house on the 
airport property. It’s reserved on a 
first-come, first- served basis and 
available at no charge – I couldn’t 
believe it !  I knew I would have few 
distractions as the town was six  
miles  away  from  the  cottage. 

I showed up one Wednesday eve- 
ning in November to begin training 
early Thursday morning. There was 
not a soul around – the cottage light 
was on and the house unlocked. I 
had checked the weather forecast,  
so I had a good idea the next day 
would be a good one for flying. I  
met Mary and Lawrence the next 
morning and by 7:45 am the FBO 
looked like your local barbershop 
or gas station. All the locals were 
in drinking coffee, telling lies, and 
talking flying. 

I was also very fortunate to meet 
ABS member Elizabeth Hawley from 
Wichita Falls. She was working on 
her instrument rating. We had a nice 
talk. She and her husband own an 
A36 and are proud ABS members. 

The next four days would be  
nearly identical. Lawrence asked 
a few ques  tions and said, “Well, 
let’s go.” So off I went to drag the 
Cessna 172 out of the hangar to go 
fly. Lawrence had a white beard and 
wore a ball cap and blue jeans. He 
said pretty much whatever was on 
his mind. He told me his job was to 
keep me from killing myself in the 
airplane and to get on me when I 
needed correcting, or something 
to that effect. He said he had the 
best job in the world: sit back and 
criticize my flying ability. 

by J. Whitney Hickman

Operations ABS
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The first day we did some basic ma-
neuvers and some touch-and-goes. 
I was nervous. I had not flown with 
Lawrence before, and I hadn’t flown 
much in the past year. He pointed out 
a couple things that became catchy 
and I had not heard or learned in 
my previous flight training. He made 
things not so  technical, but in a way 
a novice would understand.

The second day I didn’t know 
what I was in for, but we started 
early in the morning and headed for 
another airport close by to do some 
pattern work and touch-and-goes. I 
had no idea we would do close to 15 
of them in the morning and another 
15 in the afternoon. I had cramps in 
my calves that I haven’t experienced 
since my workouts in high school 
and college. 

Saturday was a complete weather 
washout, so Mary worked with me 

on some flight planning for Sunday 
morning. I was going to fly north east 
to Childress, Texas,  and work on 
VOR, pilotage, and GPS. The weather 
was good early but would become 
very windy by the beginning of the 
afternoon, with gusts up to 45 knots. 
Then, the unexpected… Lawrence 
put the hood on me after we arrived 
close to the VOR and said “fly the 
airplane.” It was a little rough in the 
beginning but things started to click. 
Lawrence asked me to fly the simu-
lator all afternoon because of the 
winds. This was helpful in making 
me more familiar with the controls 
and instrument panel.

My time in Vernon was up, but I 
will be returning soon to finish my 
training and hopefully my check- 
ride. I’ve had four different instructors 
and each one has taught me some- 
hing new. But Lawrence has the 

knack of making certain things stick 
(although he may say otherwise). I 
really felt like I connected and could 
relate to his teaching. 

GIFT

Mary and Lawrence also run a 
program called Girls in Flight Train-
ing (GIFT). GIFT operates one week 
a year, and provides the opportunity 
for women in any phase of their flight 
training to come together to further 
motivate their aviation training. “We 
saw a need to reach out to women 
interested in learning about flying or 
continuing that have felt either intimi-
dated, fearful, or frustrated, and even 
the factor of being the only female 
in the room at a flight school,” said 
Mary. Women pilots comprise less 
than 6% of the pilot population, and 
this percentage has held steady for 
the last 100 years. 
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“Our goal is to identify and ad-
dress the various issues that may be 
causing women to abandon flight 
training, and to assist them overcom-
ing those obstacles,” Mary contin-
ued. “We hope to create a network 
of peers, mentors, role models, and 
instructors to encourage women of 
all ages to pursue their goals in avia-
tion, and to overcome the obstacles 
that interfere with their flight training. 
We also are for those women who 
may not pursue a license, but wish 
to overcome those fears without feel-
ing patronized or belittled. There is 
no dumb question in our classroom.” 
GIFT is not a formal academy but 
known for Part 61 style of flight train-
ing, meaning there is no strict sylla-
bus or plan of action other than those 
requirements set by the FAA. 

GIFT needs instructors to volun-
teer their time for a day, two days, or 
the entire week. It needs sponsors 
for the airplanes that were recently 
donated to offset costs for insurance, 
maintenance, parts, a new or over-
hauled engine for a C172 (Continental 
engine), and even headsets and han-
gar space. Every sponsor and major 
donation will be recognized with a 

placard on the aircraft. Donations of 
any kind are welcome. If you know 
of a woman –  wife, daughter, grand-
daughter, or neighbor – who may 
have an interest in flying, get more  
information by visiting Mary’s web-
site at www.girlsinflight.org. 

If you know anyone who needs 
flight training, perhaps someone 
just beginning their flight training 
or is considering their private pilot, 
and you don’t have a local BPPP 
instructor or ABS Flight Instructor 
Academy graduate available for 
the job, I recommend Mary and 
Lawrence Lattimer. They are great 
people who provide a comfortable, 
relaxed setting and have a passion 
for aviation and can teach you  
how to fly. I plan to visit the GIFT  
program in October 2015 and do 
a story for ABS Magazine. Thank 
you, Mary and Lawrence, for a great 
experience !

J. Whitney Hickman  
Executive Director, whit@bonanza.org

A m e r i c A n

B o n A n z A
S o c i e t y

Congratulations to these ABS members 
who have earned ABS AVIATOR status.  
To participate, send copies of your training 
certificates to absmail@bonanza.org,  
or fax (316) 945-1710  attn: ABS AVIATOR. 

LEVEL 1

Samuel Bailey 
 Farmington, Connecticut 

Susan Delgado 
Atlanta, Georgia

Marv Ricklefs 
Wayne, Illinois

Pete Thiel 
Georgetown, Texas

LEVEL 2 

Lawrence Hirsch 
Villanova, Pennsylvania

Graeme Lang III 
Lexington, Kentucky

Joseph Whelan, Jr. 
Brentwood, Tennessee

LEVEL 4 

Douglas McDonald  
Webster Grove, Missouri

LEVEL 5 

Clyde Pearch 
Howell, Michigan

GIFT operates one week a year, and provides the 
opportunity for women in any phase of their flight training to  

come together to further motivate their aviation training.



Volume 15 • Number 1 AMERICAN BONANZA SOCIETY 7



8 AMERICAN BONANZA SOCIETY JANUARY 2015

www.bonanza.org

Our Work 
Continues On

A
SF’s work continues at a furious pace  

as we launch into the Foundation’s 

Strategic Plan for 2015-2017.  You’ll be 

hearing lots of announcements from ABS and ASF as 

the year progresses. Here are the most recent developments:

Free BPPP Online  
Courses

The big news, announced last 
month, is that all online segments of 
the Beechcraft Systems, Procedures 
and Techniques Course (“BPPP 
Initial”) and the Beechcraft Pilot 
Skills Enhancement Series (“BPPP 
Recurrent”) are available free to 
members of ABS. The ABS Flight 
Instructor Academy online courses 
are also free to all members, to 
help CFIs improve their skills and 
learn about the differences between 
the many variations of ABS-type 
airplanes. Log in and take as many 
classes as you like, to be an even 
safer Beech pilot. ASF welcomes and 
thanks Phoenix Aviation Managers 
as the first sponsor of free BPPP for 
ABS members. Ask your agent or 
broker for a Phoenix insurance quote 
when you renew.

If you wish, add a four-hour BPPP 
instructional flight near your home 
for only $395 – $100 less than before 
and 75% less than BPPP tuition only 
three years ago (and without four 
days away and travel expenses to the 
training site). Find the growing list  
of Beech-expert BPPP instructors un-
der PILOT TRAINING/BPPP at www.
bonanza.org. For the first time any-
where, the insurance discount you 
may receive for taking type-specific 
training can save you more than it 
costs to take the course… you can be 
safer and save money in the process 
– ask your aircraft insurance agent or 
broker. Read Bob Goff’s President’s 
Comments on page 2 of this issue to 
learn “why we did it” for the mem-
bers of ABS, and John Allen’s Insur-
ance column on page 42 to learn 
more about the insurance benefits of 
BPPP training.

Online  
ABS Maintenance 

Academy

The popular ABS Maintenance 
Academy for certificated mechanics 
and aircraft inspectors will be held 
twice in 2015: April 10-12 hosted by 
Poplar Grove Airmotive in Poplar 
Grove, Illinois; and September 11-13 
hosted by the Beechcraft Heritage 
Museum at Tullahoma, Tennessee. 
Click on MECHANIC TRAINING at 
www.bonanza.org for details. Find 
an ABS Maintenance Academy-
trained mechanic under that same 
menu selection.

Space is limited at the ABS Mainte-
nance Academy, and many mech-
anics can’t schedule to attend. To 
serve this need, in early December 
Academy creator and instructor 
Bob Ripley spent three days with a 
professional videographer, filming 
portions of the ABS Maintenance 
Academy classroom presentation 
and several hands-on tasks in the 
hangar. ABS members will be able 
to watch these professionally edited 
programs free online later this year 
– all the more reason for you to 
encourage your mechanic to be a 
member of ABS, or to buy him or her 
a membership yourself. I purchased 
my flying club’s chief mechanic an 
ABS membership to give him access 
to information to better maintain our 
fleet of A36s. 

Baron Video
Last year ASF received a major, 

anonymous donation to cover costs 
of creating a video overview of BPPP 
training for Baron pilots.  In Decem- 
ber I met with a well-known avia- 
tion train ing production company  
to schedule development of this  
video. If all goes according to plan, 
we’ll co-market this video for sale 
through that company’s website. It’ll 
raise a little money for ABS, but the 
main objective is to use this as a  
recruiting tool to attract Baron pilots 

Operations ASF

By Thomas P. Turner
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to ABS. The Society represents 80% 
or more of all owners of ABS-type 
airplanes, but we are still under-
represented by Baron pilots even 
though all our technical and edu-
cation support applies to Barons. 
By advertising the benefits of ABS 
among Baron owners outside of our 
own publications, we hope to remind 
pilots and owners that we are the 
American Baron Society as well.

Regional Society  
Support

ASF held its first BPPP LIVE event in 
conjunction with a Regional Society 
in November. Read the report by ABS 
Board Member/Southwest Bonanza 
Society president Jay Burris on page 
54 of this issue. ASF plans to support 
two or three Regional Society events 
with BPPP classroom training each 
year. Next up is BPPP LIVE with 
the North East Bonanza Group at 

Reading, Pennsylvania, March 6 -7. 
Watch www.northeastbonanzagroup.
com and www.bonanza.org for de-
tails as they become available.

Even further behind the scenes, 
ASF continues efforts on your behalf 
in areas of airworthiness regulations 
and relations with Textron Aviation. 
Take a look back at the Operations: 
ASF column in the August 2014 issue 
of ABS Magazine to see the true scope 
of everything the Foundation is doing 
to make you a safer Beechcraft pilot 
flying a better-maintained airplane. 
Thanks again to all who support  
these efforts with your membership 
in ABS and your donations to the 
not-for-profit ABS Air                      
Safety  Foundation.

Thomas P. Turner  
Executive Director 
asf@bonanza.org
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 I
t was the summer after my 5th grade year when I first saw the inside of a small airplane, a Piper 

Cherokee, when my sister’s father-in-law took my brother John and me to Hartford-Brainard airport in 

Connecticut. I was hooked on aviation from that point on. I got my A&P certificate and my pilot’s 

license in New York in 1978. I learned to fly at Long Island’s Islip MacArthur airport, a very big 

controlled airport with multiple runways. 

A Very Rare Breed Indeed!
N2941V 1947 35R
By Charles Freese, Summerville, South Carolina

Beechcraft of the Month 
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While traveling to my first real job 
in California, at Lockheed on the F-117 
program in 1980, I saw the sights along 
my drive – one of them was the Dwight 
D. Eisenhower Library and Museum in 
Abilene, Kansas. While there I saw a 
small plane fly overhead, and I asked 
someone if there was a small airport 

around and got directions to Abilene 
Municipal airport (K78). After doing all 
of my flying in the busy New York area, 
I wanted to see what a small country 
airport looked like. It was a pleasant 
experience and reminded me of stories 
of days gone by as it was still quite 
rural back then in 1980. 

Fast forward 27 years. Having been 
owner of a 1970 Cessna172K with 950 
hours in my logbook and having 
worked on some very famous aircraft 
in my career up to this point, including 
the A-10, F-117, SR-71, TR1, P-3 Orion, 
B-2 Stealth Bomber, and Joint Stars; 
having inspected every Boeing model 

from the 707 through the 747, MD80, 
L-1011, and DC-8; and now having 
obtained my Inspection Authorization, 
I was looking for the aircraft of my 
dreams: a V-tail Bonanza.

In May 2007, while living in San 
Antonio, I was looking online and 
found it: My Destiny. It was residing 
on a farm in Kansas adjacent to a little 
country airport. Believe it or not, the 
same little airport I visited on my cross-
country drive to California back in 
1980. I trekked back to that airport 
27 years later. The aircraft is a 1947 
Beechcraft Bonanza. Only later did 
I find out just how rare it actually is: 
a 35R model, one of only eight still 
flying. Only 13 were ever given that 
designation and mine was the twelfth, 
serial number D-329R12. Wow.

41V’s owner before me, Mr. Kenneth 
Barnard, and all its previous owners 
kept this treasure in Kansas. The 
aircraft when found had 5000 Total 
Time and 600 Since Major Overhaul 
(SMOH), and was in decent shape. 
As with most Bonanzas, it had been 
modified quite often during its career. 
Some very nice mods include an 
extended baggage compartment, large 
glass third rear window, and a Hartzell 
hydraulic propeller. 41V has 15 gallon 
tip tanks and bucket seats installed all 
four places, and shoulder harnesses 
with inertia reels installed for the front 
seats. I can say fairly confidently the 
only two modifications I think it does 
not have are the engine upgrade to 
E225 (currently it has an E-185-11) 
and the instrument panel upgrade. 

A Very Rare Breed Indeed!
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I did a top overhaul less than 50 
flight hours ago with all six cylinders 
replaced with ECI’s four-ring pistons. 
The cylinders had the nickel carbide 
coating installed with all brand new 
valves. I also replaced the one-piece 
speed slope windshield. 

In the last year the following were 
done: one of the older King 170 nav/
coms was replaced with a TKM 
digital MX170C nav/com; new wing 
bolts were installed; we replaced 
the upper door hinge and rebushed 
both hinge locations on the cabin 
entry door; tip tank and landing 
light lenses were replaced; new, re-
skinned ruddervators were installed; 
Carolina Avionics and Interior put  
in new red and blue embroidered 
leather seats, red leather sidewalls, 
and carpeting. I installed a brand 
new Cygnet dual control wheel with  
chronometer and dual push-to-talk 
switches. The eye-catching three- 
color paint job was done by Boss 
Aircraft Refinishing in Salisbury, 
North Carolina. This aircraft looks 
better than when it came out of  
the factory the first time in 1947. I  
am very proud to be the owner of this 
beautiful airplane.

THE MODEL 35R BONANZA

These are remanufactured (1947 
and 1948) Model 35s. The factory 
only converted 13 of the original 
Bonanzas to 35Rs so these are rare 
birds indeed. The program was begun 
as a customer service during 1951 for 
owners of the first model Bonanzas. 
The Korean War was causing delays 
and shortages in the procurement 
of materials for new C35 Bonanzas, 
and production was limited. It was 
felt this remanufacturing effort would 
provide a needed alternative. The 
modifications were extensive, and 
as a result a Model 35R Bonanza 
has features and changes found in 
both the B35 and C35 Bonanzas. 
The tubular steel center section truss 
was not replaced as a part of the 
remanufacture. Structural changes 
were made in the wings, tail, and 
fuselage, and gross weight increased 
to 2650 pounds. A remanufactured 
or overhauled E-185-11 was included 
in the modification; however, takeoff 
horsepower was limited to 196 HP. 

The work was done at the Beech 
facility in Herrington, Kansas. The 
remanufacturing effort was not 
intended as a profit-making venture, 
but it was soon discovered that at 
the quoted price it was going to run 
up sizeable losses. The project was 
discontinued in August 1951. However, 
some of the last 35Rs were delivered  
in 1952. The aircraft are identified by 
their original serial number plus a 
number denoting the order in which 
they were modified. These are the  
35R  Bonanzas.

D-25R1 D-588R5 D-1424R8

D-927R11 D-3R2 D-535R6

D-944R9 D-329R12 D-721R3

D-532R7 D-1186R10 D-122R14

D-838R4

From Larry Ball, Those Incomparable 
Bonanzas, page 188. 

Note there was no “R13,” and the 13th 
35R was “R14.” —ed. 

EQUIPMENT LIST
Michel TKM MX170C with King KI 214 

glideslope
King KX170 B with King KI 201 indicator
King KT 76 transponder
King KMA 20 audio panel
Narco DME 890
King KR86 ADF
Sigtronics SPA-400 4-place intercom
Cygnet dual control wheel with dual push  

to talk
Pilot’s side chronometer
Inertia reel shoulder harness restraint system 

in front seats
Beryl D’Shannon tip tanks, 15 gallons each
Bucket seats all 4 places 
iPad running Foreflight with Dual GPS & 

Stratus ADS-B
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After raising four beautiful 
and very smart children, 
who are all grown and live 

in Louisiana, and now with my first 
beautiful grandbaby just born in July 
2014, I am truly blessed!  This is my 
mechanical baby and I feel since this 
aircraft is 67 years old it is my job to 
keep this Beechcraft treasure alive.  

I will do everything possible to bring 
it to Oshkosh for its 70th birthday in 
three years (1947). My wish list for this 
airplane includes an S-Tec System 30 
autopilot and a Garmin GPS nav/com 
to couple it to. 

For now I work in Charleston, South 
Carolina, as an FRTI (Flight Readiness 
Technician- Inspection) aka Flight 

Line Inspector for Boeing’s flagship,  
the 787 Dreamliner.

Thanks to my ABS instructor and 
safety pilot Wally Moran, and for Air- 
to-Air Photography done by Green 
Eyes Aero LLC. 
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P
ropellers on Barons and Travel Airs can be 

brought to a stop – feathered – in the event of 

an engine failure.  This dramatically reduces 

drag and substantially improves single-engine 

performance.  It’s usually the difference between a slight 

climb capability and an “unfettered” descent.  But there’s 

a trap if you feather a propeller and then try to restart 

the engine in flight.  How can you avoid the propeller 

unfeathering trap? 

Propeller blade angle is con-
trolled by the motion of a piston 
inside the propeller dome. This 
piston is moved by engine oil 
pressure on one side and a spring 
(sometimes augmented by a 
charge of compressed air) on the 
other. As oil pressure changes, 
the piston moves and the blade 
angle changes through gearing 
between the piston and the 
blades themselves. If oil pressure 
drops below a minimum value the 
propeller blades drive to the high 
pitch/low rpm position. The prop 
feathers, twisted to the lowest-
forward-drag position to permit 
maximum flight performance on 
the “good” engine. 

Baron Pilot

Baron Pilot focuses on the unique systems, piloting tech niques, maintenance and ownership 
consider ations for the entire line of Beech Barons. We’ll include new articles and the best of  

Baron- related articles from the archives of ABS Magazine. We encour age ABS members to submit 
your articles about flying, owning and maintaining Beechcraft Barons to absmail@bonanza.org.  

The Propeller 
Unfeathering 

Trap
By Thomas P. Turner
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Of course you can feather a propeller manually as well, 
done as part of the engine failure procedure. After detecting 
and confirming a failed engine and exhausting all restart 
attempts (assuming you have altitude and time to try a 
restart), pull the propeller control handle through a detent 
to the FEATHER position. This opens a valve that dumps 
oil from the prop dome, so the spring drives the blades 
into feather. 

Unfeathering –  
and Accumulators 

If you secure an engine outside of training you should 
land at the earliest opportunity on remaining power, 
leaving the “dead engine” propeller in this lowest-drag 
position. Training for the multi-engine rating, however, 
requires at least one actual engine shutdown and prop 
feathering in flight. The BPPP Baron/Travel Air Initial 
syllabus calls for an actual engine shutdown in flight 
also. Training then requires an in-flight engine restart and 
propeller unfeathering to avoid the heightened risk of a 
real-world, single-engine landing. 

Unfeathering the propeller involves making sure fuel, 
ignition, and air are available to the engine, then moving 
the prop control out of the feather position. The procedure 
should not be rushed; use the Air Start checklist to get it 
right. Oil flows to the prop dome and the blades twist out of 
feather. Once they’re in a low RPM position the slipstream 
may cause the propeller to slowly spin up, which would also 
spin the engine-driven fuel pump and magnetos and restart 
the engine. Sometimes the force of air alone isn’t enough to 
get the propeller spinning again, and the pilot must run the 
starter before it’ll come out of from feather. This is where 
unfeathering accumulators come in. 

An unfeathering accumulator is an oil sphere or cylinder 
mounted in the engine nacelle aft of the firewall. The 
engine’s oil system crams oil into the accumulator under 
high pressure. Inside the accumulator, this oil pushes  
against one side of a diaphragm and is opposed by a  
charge of pressurized air on the other side. When a pro- 
peller is feathered and oil dumps from its prop dome, a 
valve closes, trapping the accumulator oil. 

When you move the propeller control forward out of feath-
er, the accumulator valve opens and this high-pressure oil, 
boosted by air pressure on the other side of the diaphragm, 
rushes back into the propeller dome. This rapidly twists the 
propeller blades to a high-RPM position where they spin 
more freely in the slipstream, making the restart much easier. 

Anti-feathering Lock Pins 
If you’ve ever feathered a propeller in flight you know 

feathering does three things in addition to reducing drag: 
First, it looks weird. There’s something odd about looking out 
there and seeing the blades stopped while you’re in the air. 
Second, it causes vibration as it feathers. Third, feathering 
makes it difficult to get a restart without accumulators. 
Hence, it is undesirable to feather unless dictated by an 
emergency or a specific training objective. 
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To avoid stress and vibration every time you shut down 
the engines, each prop dome contains anti-feathering lock 
pins to keep the blades from feathering on the ground. 
Held out of contact by flyweights when the engine is run-
ning, the lock pins engage when propeller speed drops to 
between 600 and 800 rpm. In flight with an air load driving 
the propeller blades, moving the propeller control to feather 
causes the blades to twist to feather pitch before the lock 
pins engage… and the propeller feathers. During a normal, 
on-ground shutdown, however, when the engine stops the 
prop reduces rpm slowly enough that the anti-lock pins 
move into place as the rpm drops through the 600 - 800 rpm 
range. The propeller blades will twist no farther, so they 
don’t go into feather on the ground. 

The Propeller Unfeathering Trap 

The anti-feather lock pins present a potential trap. Let’s 
say you’ve shut down an engine and feathered its propeller, 
whether for training or in a real-world emergency. Now you’ve 
handled the exercise or resolved the malfunction, and you 
decide to attempt an in-flight engine restart. 

WARNING: Never attempt a restart following an 
unexpected engine failure when the cause of the failure 
is unknown, or may cause further damage or a fire. 

Following the Air Start checklist you move the propeller 
control forward out of feather… and the propeller begins 
slowly ticking around. Something’s wrong with fuel flow, 
induction air, or ignition, however, and the engine won’t roar 
back to life. If the propeller isn’t spinning above 600 to 800 
rpm, the anti-feather lock pins will remain in place and you 
cannot re-feather the prop. Before the attempted restart you 
were under control in a low-drag configuration, but now 
you’re aloft with a high-drag, windmilling propeller. Your 
training exercise has become a real-world emergency, or the 
successful outcome of your shutdown-driving emergency, 
at first safely handled, is now seriously in doubt. 

You can’t get 800 rpm out of a propeller with the starter. 
If you are very lucky you might be able to spin the prop 
to that rate with air load in a high-speed dive (assuming 
you’ve got the altitude), but that’s not certain either. Your 

best bet is to dismiss thoughts of an 
engine restart unless you secured the 
engine as a training exercise, or you’re 
certain an actual failure came from 
an in-flight repairable situation (for 
example: running an auxiliary fuel 
tank dry when you have ample fuel 
remaining in a main tank). Even then, 
don’t assume the restart will come off 
as planned. Wait until you’re over a 
runway and in a position to land in 
case your restart leaves you with a 
dead, windmilling propeller. The same 
goes for shutdowns during training or 
checkrides. Be sure you’re at a safe 
altitude and near an adequate runway 
before shutting the engine down, and 
stay there, in a position to land, in case 
your practice air restart doesn’t work. 

If you feather a propeller “for real,” 
do not attempt a restart unless you’re 
absolutely certain the engine will 
restart. If you get a propeller out of 
feather and the engine won’t restart, 
you may be in a far worse situation 
than if you were in before. 

You can’t get 800 rpm out of a propeller with the starter.
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I
t’s great to finally be seeing some 100LL avgas pricing relief come  

our way as we usher in 2015. As of this writing, I’ve just topped off at 

Sherman, Texas (KSWI) for $3.80/gallon. Most definitely a welcome 

relief from the over $5 gallon many of us have seen in the last year  

or so, even higher in some areas.

Even with lower avgas prices, people still speak of the benefits of being able 
to use auto gas in the older and relatively lower priced Bonanzas and Debonairs 
that use the lower compression engines.  Separate STCs must be obtained for 
the aircraft and the engine, although the STC holders usually sell them together. 
These Bonanza/Debonair airframe-engine combinations are eligible for an auto 
gas STC, in most cases for under $350:

Note than anything greater that 1% 
ethanol content in automobile fuel 
invalidates these auto fuel STCs. It’s 
becoming increasingly difficult to find 
auto fuel that does not contain ethanol.

Combining an auto gas STC with 
a relatively portable fuel transfer sys-
tem for home-base operations can be 
quite pricey. I’ve seen large 75-100 
gallon systems that are fitted to the 
bed of a full-size pickup truck that can 
run, all in, nearly $1,000 or more for 
the tank, electric pump, and handle. 

On the other side of the spectrum is 
the 30-gallon Gas Caddy, measuring 
42" 2 22" 2 24" for about $500, which 
incorporates a hand-driven pump 
(Item # 20632 at Northern Tool). One 
of the drawbacks to the Gas Caddy 
is the 42" height dimension and the 
need for it to remain upright during 
transport. That’s probably okay if you 
have a pickup truck but not so good at 
all if all you have available is a sedan 
or SUV.

A portable, relatively mobile and 
even lower-cost fuel storage system 
for your auto gas operations can be 
configured using the conventional 
Chevy Tahoe/Yukon 30-gallon fuel 
tank (Figure 1) whose dimensions 
are 30.5" 2 24.75" 2 14." This tank can 
fit into the trunk of many mid-size 
sedans and certainly most SUV rear 
baggage areas.

This 30-gallon tank can be found on 
eBay for about $100 with free shipping, 
and is listed under P/N 15733310 as the 
Tahoe/Yukon diesel-configured tank 
without any vent holes (Figure 1). Or 
you can use the gasoline tank (P/N 
15662731), which requires two stop-
per-like vent valves (P/N 15640448) 

 Beech on a Budget 
SAFE • LEGAL • LOW COST

Low Cost Fuel Storage/ 
Transfer System

  Experimental Aircraft Association
 www.eaa.ca/autofuel/autogas/stc.asp

Aircraft            Engine

35 E-185-1, E-225-8

35R E-185-1, E-225-8

A35 E-185-1, E-225-8

B35 E-185-8, E-225-8

C35 E-185-11, E-225-8

D35 E-185-11, E-225-8

E35 E-185-11, E-225-8

F35 E-185-11, E-225-8

G35 E-225-8

Peterson Aviation
www.autofuelstc.com

Aircraft Engine(s)
35 E-185-1, E-225-8
35R E-185-1, E-225-8
A35 E-185-1, E-225-8
B35 E-185-8, E-225-8
C35 E-225-8
D35 E-225-8
E35 E-225-8
F35 E-225-8
G35 E-225-8
35-33 IO-470J, IO-470K
35-A33 IO-470J, IO-470K
35-B33 IO-470K
35-C33 IO-470K
E33 IO-470K
F33 IO-470K

By Mike Caban
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at about $15 each. My preference for 
simplicity is the non-vented diesel 
tank since the fuel pump (Figure 2) 
already has a vent port. The Tahoe/
Yukon fuel pump is P/N E3972M and 
can be found on eBay new for $35-
$50 with free shipping.

The fuel pump fits down into the center of the tank and 
is locked into place with a collar that ships with the fuel 
tank. Add a used filler neck for about $65 (P/N FNGM34A) 
(Figure 3), with ground strap and a $15 GM vented gas 
cap (P/N 15763227) and your system is complete for just 
under $250 in parts.

Wiring the pump is a simple affair. Select the two  
wires that come up from the fuel pump to the connec-
tor in the pump module. One will be +12V and the other  
will be (-), the ground wire. A simple cigarette lighter  
power plug can be pressed into service to provide power 
to the fuel pump.  If you feel exotic, you can add an  
appropriately rated switch to your wiring. The other  
two wires in the connector go to the fuel level sensor, 
which probably won’t be needed for this application,  
unless you feel the need to go way out there and connect 
a fuel level gauge.

Configure an appropriate length of hose to the fuel 
pump port so that the hose can reach from the back of 
your transport vehicle to the fuel tank openings in your 
wing. With about 180 pounds of fuel in the tank, it’s not 
likely you can easily move the tank from the vehicle until 
a significant amount of fuel has been transferred.

Be sure to make good use of the filler neck ground strap. 
For good measure, run another ground wire from the filler 
neck to the tank itself. From the filler neck ground, have a 
long length of ground wire and a clip (much like the ones 
we use when filling our planes at the self-serve ramp) so 
that during filling at the gas station you can ground the tank 
to your vehicle’s frame and you have the ability to ground 
the tank to some exposed metal on the airplane.

So there you have it: a low 
cost fuel storage and transfer 
system for using your favorite 
ethanol-free auto gas station 
to fuel your auto gas STC’d 

Bonanza or Debonair! The 30-gallon capacity will make 
quick work (two trips) of topping off most early Bonanzas, 
and it sure beats the heck out of the difficult and dangerous 
task of hauling and fueling manually from five-gallon gas 
containers.  

FIGURE 2

FIGURE 1

FIGURE 3



Self-Fueling, from the 
National  Fire Protection 

Association

The discharge of static electricity while dispensing 
fuel is a serious hazard that can potentially result 
in a catastrophic fire or explosion. To help you un-

der stand the need for bonding and grounding of fuel 
dispensing equipment, the following information is offered. 
It can help you identify conditions and situations that are 
hazardous and provide you with knowledge to make 
decisions that you can (literally) live with. 

All piping, tanks, valves, and dispensing equipment 
must be bonded continuously so that all non-current-
carrying metal parts have the same potential to ground. 
This is especially important at the dispensing hose and 
nozzle because fuel passing through a hose creates 
static electricity. The risk of static electricity discharge 
is greatest when the nozzle is being removed from the 
tank being filled. 

All dispensing equipment including pumps, hoses, 
and nozzles must be Underwriters Laboratories (UL) 
listed for the intended usage. This UL listing ensures that 
the hose and nozzle are designed to provide a continu-
ous bond from shore side equipment to the tank being 
filled, which allows static electricity to flow to ground. 
When the hose and nozzle are not bonded to [pumping] 
equipment, static electricity dissipates slowly. Under 
these conditions, when the nozzle is removed, a spark 
is likely to occur. 

To avoid static electricity discharge, all equipment 
must be bonded. If UL listed equipment is not used, it 
is necessary to attach a bonding wire from [the pump] 
to both the nozzle and the tank being filled. 

Pumping from a truck is a different situation, and 
requires that a bonding wire be attached anytime flam - 
mable liquids are discharged into a top fill tank. Trucks 
are insulated from ground by rubber tires, so when  
a bonding wire is attached to the tank being filled, a 
continuous path to ground is provided. But the length 
of time required for static electricity to dissipate varies.  
If the bonding wire is removed before static electricity  
is dissipated, a spark is likely to occur. Therefore,  
grounding the truck in addition to bonding to the 
tank being filled addresses this issue and is required 
Allowing a few minutes before removing nozzles when 
the pumping is complete also helps assure that static 
electricity has dissipated.

Information about grounding the aircraft for fuel- 
ing operations is at www.experimentalaircraft.info/ 
flight-planning/aircraft-refueling-1.php. 

20
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 M
ountain wave:   If you can read the wave, 

often you can fly the wave – safely, comfor-

tably, and confidently. I hope to convince 

you of that reality, thereby freeing you from 

the bonds of remaining ground-bound on mountain wave 

days or making huge avoidance detours or, worse, getting  

a very nasty surprise in flight. It is a complex subject and 

unexpected situations can always arise in aviation, but  

a rudimentary understanding can help you recognize, 

anticipate, and avoid the areas of hazardous turbulence. 

With that, you have intelligent options.

Can you imagine flying from Lake Tahoe to Wyoming 
(870 miles) with no engine? Or yo-yoing along the Eastern 
Sierras for a total of 1300 miles in total silence? Sailplane 
pilot Gordon Boettger made these flights. Or what about 

flying the length of both islands of New Zealand and then 
back again, like Terry Delore? All achieved with no engine 
at altitudes commonly between 10,000' and 28,000' MSL 
(the RVSM limit). These amazing accomplishments are 
real, recent, and predictable, though they do require very 
specific weather conditions that occur somewhat rarely, 

Can You  
Read the Wave?
By Jim Herd

Figure 1: Idealized Mountain Wave Schematic.  
Copyright: Mountain Wave Project/OSTIV (Reprinted with permission)

The Sierra Wave from a glider at FL 280 over Lone Pine, California. 
Wave clouds are caused by Sierra Nevada, out of view, left side.
Photo courtesy Gordon Boettger
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and they require the pilot to adjust flight path for condi-
tions that may not permit the most direct route on a cross-
country flight. So you can see that positive things can be 
safely accomplished with mountain wave. If the pilot can 
read the wave, then no encounter with danger or fear or 
even discomfort is likely. 

I have secured input and endorsements for this article 
from some of the world’s best subject experts. See the 
reference list below. Sean D. Tucker (world-renowned 
champion acrobatic pilot) recently earned his glider 
add-on rating through SoaringNV, and also learned to 
read and fly mountain wave in Minden, Nevada. He has 
commented that he can now fly the Sierras in his power 
plane on wave days, avoiding serious turbulence and even 
saving fuel by “riding the updrafts.”

Mountain wave weather involves tremendous power of 
nature that must be respected. But there is a key differ-
ence when compared with other powerful weather phe-
nomena such as thunderstorms – wave weather is largely 
predictable (macro and micro), repeatable, readable, and 

manageable. If you know the terrain (just look out the 
window or look at a chart) and you know the winds (read 
your instruments and weather briefings) you can read  
the  wave. 

A mountain wave is akin to a fast-flowing stream with a 
large rock just below the surface. After smoothly rising up 
and over the rock, the water will then reliably oscillate up 
and down, just downstream of the rock. Mountain wave 
is similar, so this visualization is of great help. Another 
parallel would be when a stream goes through a narrow 
area – the water speeds up quite dramatically, as does 
the air when flowing over and through a low pass in 
mountains. Probably not a good place to be in an airplane.

When you have moderate to strong winds (over 25 
knots) flowing roughly perpendicular to mountains that 
have steep leeside slopes, you have the potential for 
mountain wave. The eastern side of the Sierra Nevada and 
the Rockies are the classic U.S. examples, but short and 
low ridges can also propagate waves. The air spills down 
the leeside slopes and “bounces” skyward to begin the 
“primary wave bar” at about three to eight miles downwind 
of the ridgeline. As the oscillations continue downwind, if 
conditions are right, the secondary and tertiary wave bars 
are evident as in Figure 1. The remainder of this article 
boils down to this one simple graphic.
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There are two primary factors that suggest mountain 
wave may be present: steep terrain and strong wind. 
When your flight plan involves these two factors together, 
you need to read the wave. If unaware, you are definitely 
playing with invisible fire – as winds get stronger and ter-
rain steeper, the wave usually gets angrier. There are five 
principle threats that must be understood and managed, 
along with rules of thumb that are used by savvy wave pi-
lots (glider and power) to achieve that nirvana we all seek 
for every flight – safety, comfort, and confidence.

1 Strong winds aloft – Beware the exaggerated effects 
on endurance, range, and track/heading versus course 
line. When cruising along the windward side of lenticu-
lar clouds (Altocumulus Lenticular – Ac len) it is particu-
larly easy to get blown downwind into the cloud. The 
cloud is stationary but the air is not, so you generally 
will be crabbing upwind. There is also the possibility of 
clear air turbulence, which can be caused by powerful 
air masses colliding or by wave bars “breaking,” as does 
a sea surfer’s wave. Clear air turbulence can occur any-
where but is more of a factor at high flight speeds.

• Respect your weather briefing, including PIREPs.

• Use proper en route crosswind tracking techniques.

• Check endurance/range frequently in flight if headed 
into strong wind. 

• Keep seat belts tight for a clear air turbulence surprise.

2 Major lift and sink areas – “Wave bars” will propa-
gate parallel to the line of the mountain range and on 
the lee side. If conditions are right these “ripples” can 
repeat downwind, usually for just a few bounces, simi-
lar to the rapids downstream of a big rock. If the air is 
adequately humid there will be the familiar lenticular 
clouds to mark the bars. On occasion, these bars can 
repeat a long way downwind. Forward of the leading 
edge of each lenticular marks the best updraft, with 
heavy sink on the downwind side. Air can move verti-
cally at 2000 feet per minute or more, and it will usually 
be seductively smooth.

• “Lennies” indicate lift on their upwind side and sink 
on the downwind side. 

• Watch your VSI and airspeed and keep the macro pic- 
ture in mind – consider flight path detours.

• Cross the sink bars perpendicularly – downwind 
escape is much faster. Speed up in sink. [ed. note: 
Use appropriate engine power and airframe settings 
to exit strong sink expeditiously but at or below the 
airplane’s weight-adjusted VA. Strong turbulence is 
likely, and you must be at or below VA to avoid air-
craft damage.] 

• Low-powered aircraft demand extra vigilance in 
strong sink.
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• Enjoy the lift bars for “free” height and speed, but 
avoid over-speeding and busting altitudes.

• If cloudless, use the stream flow analogy to read  
the  wave.

3 Rotor turbulence – This occurs most prominently in 
the lee shadow of the propagating mountain ridge line. 
This is a bad place to be in a power plane, and it is the 
culprit for much of the bad reputa-
tion of mountain wave. But again, 
its location is predictable, within 
a mile or two on the lee side and 
within a couple thousand feet 
AGL, and this is distinctly sepa-
rate from the lift and sink bars. 

• Rotor clouds often look “wispy” 
and/or angry – stay away. 

• Never fly close to terrain on the 
lee side.

• Remain 2000 feet above upwind 
terrain. 

• If rotor is encountered simply 
control airspeed (green arc – I 
like 100 KIAS in my A36) and at-
titude and turn away – escape 
downwind and away from ter-
rain if possible. 

• Rotor turbulence will be con-
fined to a small area but may 
also be associated with, and 
below, secondary or tertiary 
wave bars.

• Rounded terrain won’t usually 
generate much rotor turbulence.

4 Mechanical effects – Flying close to terrain, even if it 
is flat, is similar to a shallow stream flowing over a rocky 
bottom. There may be a lot of choppy turbulence.

• Never get low and close to terrain – minimum 2000 
feet above.

• Cross ridge lines a minimum 2000 feet above and per-
pendicular to the ridge line, with an escape route.

Figure 2: Orographic Lift is directly tied to the terrain. (Reprinted with permission)
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  [ed. note: Virtually all mountain 
flying resources call for crossing 
ridges at least 2000 feet above the 
highest peak and at a 45° angle, to 
reduce the amount of turn neces-
sary to escape an area of sink, and 
permit turning back to the side of 
the pass from which you came if 
you encounter sink immediately 
after crossing the ridge].

• Stay away from narrow passes.

5 Landing and taking off – This 
is a critical segment of flight that 
requires the pilot to read the wave 
when downwind of big terrain. 
There is an added element beyond 
strong/cross/gusty surface winds. 
The rotor is highly variable and  
can reach down to the ground, 
where it can cause extreme turbu-
lence and fluctuations in runway 
wind speed and direction over just 
a few seconds.

• Anticipate sudden, extreme wind 
shift near ground in the lee shad-
ow of high and steep terrain.

Figure 3: Classic Lenticular over Minden, Nevada, recently. (Photo courtesy of Jennifer Ware)

www.bonanza.org
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• Observe wind conditions for at least 15 minutes before 
any flight decision. 

• Consider an alternate airport if landing, or cancelling 
the flight if departing.

• Seek smooth lift or sink bars to climb or descend to/
from cruise altitude.

Things are not always textbook, so caution is always 
advisable with any powerful weather scenario. When 
mountains and ridgelines are not orderly or the wind 
direction is oblique, the air flow may be “confused.” 
Wavelength is variable – longer with stronger winds. And 
wave is less likely in summer because it is disrupted by 
instability and thermals. It can be fun figuring it all out 
in flight, and it is smart to set personal limits based on 
real conditions. Start by setting wide safety margins, 
commensurate with your training, skills, and experience. 

We must differentiate two other phenomena that 
often get confused because they, too, involve 
strong winds and mountains. “Cap clouds” are 

sometimes seen as lenticulars “capping” peaks. These are 
easily avoided, and if no cloud is evident you still want 
to stay away from peaks in strong winds. “Orographic 
ridge lift” occurs on the upwind side of mountain ridges 
and only exists close to the terrain, so simply stay away 
from these localized areas in strong wind. Mountain wave 
is very different because it appears to “detach” from the 

Figure 4: Lenticular clouds developing over associated rotor clouds at Minden, Nevada. Note blowing dust. (Photo courtesy of Jennifer Ware)
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terrain for many miles downwind, 
and the rotor harbors the most 
serious turbulence. If there are no 
telltale clouds it can be difficult to 
read the wave, but the guidance 
above will reveal what is going on.

There is tremendous benefit from 
getting a glider add-on rating and 
experiencing mountain wave with a 
fully qualified wave instructor who 
can show you how to safely soar the 
wave. Not interested in the add-on  
rating? Then at least take a glider ride 
in wave. The soaring businesses be-
low offer special training for power 
pilots. Or get in your own plane with a 

competent wave pilot and explore the 
wave and all its glory. You will learn 
to read the wave quite well after just 
one flight. Your future passengers will 
be astonished at how you can predict 
the lift, sink, and the onset of a bit  
of turbulence that can be “dabbled” 
without fright. 

The fear of unknown “bad air” that 
may be just ahead almost vanishes 
when you can read the wave. You 
will know when/where to go, and 
when not, based on rational personal 
limits. When winds at ridge tops and 
below are 40 to 50 knots, I stay on  
the ground. 

Figure 5: Satellite view of wave bars propagated far downwind of the mountain source. 
(NOAA photo)

Article reviewed and endorsed by:
Sean D. Tucker – Perhaps the most internationally recognized contemporary air 

show acrobatic pilot.
Terry Delore – Many world records in gliders in mountain wave around the world, and 

partner with Steve Fossett for most of his soaring records.
Gordon Boettger – Active ATP and wave soaring expert based at Minden, Nevada.
Gavin Wills – Internationally recognized mountain wave instructor and proprietor of 

the premiere soaring school in New Zealand – Glide Omarama. Also a pioneer power 
pilot in the New Zealand Southern Alps on wheels and skis.

For further study:
▪  SoaringNV:  www.soaringnv.com
▪  Glide Omarama:  www.glideomarama.com  
▪  OSTIV:  mwp.flightplanner.info/Beschreibengl.htm  
▪  Perlan Project:  www.perlanproject.org 
▪  Exploring the Monster  by Robert F. Whelan 
▪  Meteorology for Glider Pilots  by C.E. Wallington

The fatal crash of a 58P driven 
into terrain from 18,000 feet 
(“Safety Pilot,” October 2014) 

was attributed by NTSB to a moun-
tain wave encounter (www.ntsb.gov 
report CEN09FA097). It was likely the  
result of entering such an area of 
sink and either failing to immediately 
execute an escape turn, or entering 
mountain wave without assuring that 
it was always possible to turn and 
descend out of the wave while main-
taining terrain clearance. ABS plotted 
the course of the fatal flight in ques-
tion. When approaching the ridge 
where the flight ended, the course 
was almost parallel to the ridge line, 
on the leeward side. He was in es-
sence trying to maintain course and 
altitude in the breaking part of the 
wave. The performance of the plane 
could not overcome the sink. A sim-
ple turn left or right would have most 
likely solved the problem. 
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New Life  
Membership

ABS extends a warm welcome  
to these members who have recently  

become ABS Life Members.

Marcello Mastrocola 
La Mesa, California

Eric Shannon 
Visalia, California

Scott J.  
Morledge-Hampton 

Billings, Montana

www.bonanza.org
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Night Distraction

T
he pilot was no beginner, and was likely very current. His logbooks 

were not found, but seven months prior to the crash he noted over 

1400 flight hours and 100 hours in the previous six months on his 

Third Class medical application.  He had his A36 modified with a 

turbonormalizing system in April, seven months before the November crash, and 

maintenance logs indicated oil changes in July and October.  This suggests the 

pilot continued to make very frequent use of his Bonanza, perhaps as much as 

200 hours in the previous year. Weather was 1400 overcast with seven miles 

visibility; typical Oklahoma winds of 19 knots gusting to 24 knots were blowing. 

The entire flight was below the freezing level. The pilot was returning home at 

the time of the crash so he was familiar with local procedures and winds.

Here’s the apparent sequence leading up to loss of control:

1. Approaching the airport, the pilot selects GEAR DOWN.

2. The pilot identifies that the gear did not extend correctly (he did not state 
the precise nature of the gear failure).

3. The pilot reports the abnormality to ATC and is given an altitude and heading 
to fly while (presumably) he attempts to manually extend the landing gear.

That sounds like precisely the right thing to do. So what happened?

From the NTSB:
The pilot of a 1998 A36 flew a night 

IFR cross-country in instrument me-
teorological conditions (IMC). As he 
approached his destination airport, 
the pilot reported to ATC that he had 
problems with his landing gear indi- 
cator. The controller instructed the  
pilot to maintain 3000 feet and turn to 
a heading of 360 degrees. The pilot  
acknowledged the instructions; there 
were no further communications be-
tween the controller and pilot. 

Radar data showed that, as the air-
plane approached the airport, it was 
headed generally north-northeast  
at an altitude varying between 3000 
and 3300 feet. The last radar return 
showed the airplane at 2600 feet, 
heading north. Several witnesses 
reported they saw the airplane’s red 
lights appear from the clouds and 
descend rapidly before the airplane 
impacted the ground. The wreckage 
showed damage indicative of a ver-
tical or near-vertical impact. A post-
crash fire ensued. Examination of  
the airplane found no evidence of  
any pre-impact mechanical anom- 
alies. Both night IMC and the pilot’s 
diverted attention to troubleshooting 
the landing gear indicator or working 
the alternate landing gear extension 
can increase the risk of spatial dis-
orientation, and the airplane’s rapid, 
near-vertical descent is consistent with 
pilot spatial disorientation and a loss 
of airplane control.

NTSB probable cause:
The pilot’s loss of control of the  

airplane during night instrument me-
teorological conditions, likely due to 
spatial disorientation.

Safety 
Pilot

By Thomas P. Turner
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Gear Damage

NTSB investigators naturally looked at the landing gear 
system. From the report:

The airplane’s landing gearbox was located in the wreck-
age. The landing gear’s electric motor had extensive thermal 
damage. The landing gear extension handle (alternate gear 
extension) was stowed in the “up” position. The gear handle 
was removed from the gearbox; the gearbox was manually 
rotated from stop-to-stop.

The gear motor’s “thermal damage” was almost cer-
tainly a result of the post-crash fire. 
It may have masked a failed gear mo-
tor, which would have necessitated 
a manual gear extension. The NTSB 
report does not address gear exten-
sion rods or rod ends, common failure 
points when a Bonanza’s landing gear 
breaks, and which would generally 
not permit completing gear extension 
manually if a rod or rod end broke 
and prevented full extension. Given 
that investigators do not mention 
the gear was partially down, how-
ever, this appears unlikely. It’s more 
likely, because the landing gear was 
probably still fully up at the time of 
impact, that a gear motor issue was 
the culprit and the gear should have 
extended manually. Interestingly, the 
manual gear extension handle was 
found stowed – apparently the pilot 
lost control before he got very far 
into the manual extension process,  
if he got started at all. The report does 
not state whether the landing gear mo-
tor circuit breaker was pulled, or if it 
had internal damage consistent with 
power flowing through the breaker at 
the time of impact.

Yet More Details

The crash occurred just after 
9:30 p.m. on a Wednesday evening,  
at the end of a short (roughly 75 
nautical mile) flight. The NTSB report 
does not indicate anything about the 
length of the pilot’s duty day or the 
number of flights he had made since  
he last slept. It does note two things  
that suggest a physiological compo- 
nent to the crash:

 The pilot was not flying with great precision. “The airplane’s 
radar track showed [it] approaching KPWA from the south-
west. The airplane’s attitude varied from 3000 to 3300 feet 
with gentle ‘S’ turns, turning northeast and north as the 
airplane approached the airport. The data showed that at 
2131:15, the airplane was at 3200 feet heading in a northeast 
direction. At 2131:19 the airplane was at 3300 feet and has 
turned in a northerly direction. The last radar hit at 2131:24 
had the airplane at 2600 feet heading north.”

Either the pilot was hand-flying the airplane with  
pitch and heading excursions, or (less likely) he was 
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not properly programming and monitoring the 1998  
Bonanza’s digital autopilot. Pilot fatigue could be a factor 
in either case. 

 The pilot was using prescription medications. “Post- 
mortem toxicology testing indicated positive results for 
Butalbital, a prescription barbiturate; Citalopram, a pre-
scription antidepressant; Cyclobenzaprine, a prescription 
muscle relaxant; and Tramadol, which is used for moder-
ate to severe pain. Although such medications can have 
sedating and/or impairing effects, it was not possible 
to determine to what extent, if any, the pilot may have 
been impaired.”

Having previously passed an FAA medical exam 
does not give a pilot license to fly under the influence of 
sedatives or other medications that impair performance 
(whether prescription or over the counter). An argument 
in favor of eliminating the Third Class medical require-
ment is that is doesn’t prevent this sort of willful violation. 
An argument supporting the existing third class medical 
requirement is that eliminating the medical may keep  
pilots who make long-term use of impairing medications 
in the air (with passengers) when the biennial exam 
might detect such use. Either way, pilots are required to 
self-certify their medical condition prior to every flight, 
and ground themselves when using medications that 
impair judgment or performance. 

It’s easy to put this in the “I would never do that” file 
because of the prescription medication use. But 
the NTSB didn’t think that was sig nificant enough 

to include it in the Probable Cause finding. In the final 
analysis, whether fatigue, medication, or some other factor 
precipitated the loss of control, this crash reminds us that 
even a minor deviation from normal operation can increase 
workload dramatically, and distract you from your first 
responsibility: aircraft control. When evaluating yourself 
for fatigue or physical state, consider how you’re likely to 
feel at the end of your trip, remembering that you must 
be ready to face an abnormal or emergency situation at 
any time. 

Having previously passed an FAA 
medical exam does not give a pilot 
license to fly under the influence of 
sedatives or other medications that 
impair performance 
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Here are some suggestions from the instructors of BPPP:

Preflight Inspection
 Turn on the battery master switch.

• Check operation of the pitot heat by turning on the pitot 
heat and very carefully checking that the pitot tube 
feels warm. Caution: pitot tube may cause burns. 

• Check the operation of the stall warning horn (to verify it 
has not frozen).

 Turn off the pitot heat and battery master switch.

 Contact the persons monitoring your Personal Locator 
Beacon and provide your takeoff time. 

• Ensure they have the emergency response informa tion 
you provided.

• Give them the time by which you’ll call after you land.

• Call them back ASAP if your takeoff is delayed. 

Before Start
 Do not attempt flight if taxiway or runway braking action 

is reported as “nil.”

 If you’ve hangared the airplane, or had the airplane 
pulled inside for deicing:

• Ensure all wings, tail surfaces, and pilot’s windows are 
free of frost, snow, or ice. No amount of frost, snow, or 
ice accumulation is acceptable.

• Ensure all water drains completely from control sur-
faces and hinge points. 

• Dry the airplane thoroughly to prevent melted ice, 
snow, or frost to re-freeze into clear ice on the airplane 
as you start and taxi out.

• Ensure all fuel system vents are unobstructed and fuel 
sump drains work properly.

 If the airplane is outside or has not been in a heated 
hangar for several hours:

• Completely remove snow, ice, and frost from all wing 
and tail surfaces. No amount of frost, snow, or ice ac-
cu   mulation is acceptable. 

• Ensure no ice and snow is inside the engine com -
partment. This will block cooling airflow and may 

   obstruct the oil cooler.

• Ensure no ice, snow, or water is 
inside control surfaces or control 
hinge points.

• Use Plexiglas-friendly ice remover 
or lukewarm water to remove frost 
from windows. 
– Wipe away what you can with 

a soft, non-abrasive rag or your 
hand. Do not scrape windows. 

– Do not use warm or hot water 
as this may craze or break cold 
Plexiglas. 

ABS member  
Bill Fanning writes:

 I
’d like a guide for the pilot who  

is based in warmer climates that find  

themselves in extreme cold.  This has  

happened to me many times and the first few  

times I quite honestly had no clue of what I should do.   

I am still not sure I am doing everything right.   What I 

would really like is a checklist for flying in cold weather.

BPPP
From the BPPP Instructors

Cold Weather 
Checklist



Volume 15 • Number 1 AMERICAN BONANZA SOCIETY 35

www.bonanza.org

• Dry the airplane thoroughly to prevent melted ice, 
snow, or frost to re-freeze into clear ice on the air-
plane as you start and taxi out.

• Ensure all fuel system vents are unobstructed and 
fuel sump drains work properly.

 If the ambient temperature is below about 40°F / 4°C  
(in or out of a hangar):
• Thoroughly preheat the engine. 

– The primary objective is to warm the engine oil. 
– Insert cowling inlet plugs and cover the cowling 

with a blanket. 
– Insert preheater hoses into the cowl flap inlets 

(or lower rear lip of the cowling in Debonairs and 
A36TCs/B36TCs without cowl flaps). 

– Run the preheat at least 20 minutes to warm the oil, 
longer in extremely cold weather.

• Preheat the panel area. 
– The objective is to warm the oil in gyroscopes and 

preheat electronics. 
– Direct preheater air into the cabin and under the 

panel for 10 to 15 minutes. 
– Some cold weather pilots place a “trouble lights” (a 

bare 100 watt light bulb inside a protective metal 
cage) on the floorboards under the panel for an 
hour or so before start for the same purpose.

 If the battery power is low because of the cold and your 
airplane has an external power plug, use an external 
power unit to assist the battery for engine start follow-
ing the External Power Start checklist. 
• Do not use external power if the battery is completely 

dead – remove a dead battery and put it on a charger, 
then reinstall it for start. 

After Start and Taxi
 Oil pressure should indicate within 30 seconds of en-

gine start. 
• If you do not get oil pressure within 30 seconds, shut 

the engine down and investigate. 
• Oil pressure may be very high at first, and reduce as 

oil temperature increases.
 Do not exceed 1200 rpm until oil temperature is at or 

above the yellow radial. This may take a significant 
amount of time in very cold weather.

 Taxi as if you have no brakes: very slowly, avoiding 
sharp turns.

 Avoid taxiing through puddles or slush, to avoid splash-
ing and freezing the landing gear mechanism.

 Maintain taxiway centerlines closely (if they are not 
covered by snow or ice).

 Scan wingtips frequently as you taxi, to avoid colliding 
with a snowbank.
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Before Takeoff
 Ensure oil temperature is in the green arc before 

applying takeoff power. This may take a significant 
amount of time in very cold weather.

 Cycle the propeller per the checklist, to ensure the pitch 
change mechanism is warm and working properly.

 Check operation of all anti- and deice equipment per the 
preflight checklist in each device’s POH Supplement.

 Double-check Controls: FREE AND CORRECT just be-
fore taxiing onto the runway, in case slush or snow was 
blown into control surface gaps or hinges.

Takeoff
 Use the Soft Field takeoff technique to depart from a 

snowy runway.

 After takeoff, delay retracting the landing gear 
momentarily to permit ice and snow to blow off the 
gear mechanism.

In Flight
 Use an active carbon monoxide monitor to guard 

against CO poisoning.

 Run any available anti-ice equipment (pitot heat, stall 
heat, propeller heat, windshield defrost) in all but the 
clearest skies.

Landing
 Do not attempt landing if runway or taxiway braking 

action is reported as “nil.”
 Do not attempt a crosswind landing if runway braking 

action is reported as “poor.”
 Use the Soft Field landing technique to land on a  

snowy  runway.

After Landing and Taxiing
 Taxi as if you have no brakes: very slowly, avoiding 

sharp turns.
 Maintain taxiway centerlines closely (if they are not 

covered by snow or ice).
 Scan wingtips frequently as you taxi, to avoid colliding 

with a snowbank.

Securing
 Store the airplane in a heated hangar if at all possible.
 If tying the airplane down outside:

• Tie the airplane down securely and install the gust lock. 
Winds are often strong and gusty in the wintertime.

• After ensuring the ignition is off, rotate the propeller if 
needed so that one blade is pointed down. This puts 
one spinner opening downward, providing a drain for 
water or snow that might blow into the spinner while 
the airplane is tied down. 
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• Install cowling plugs to prevent snow from blowing 
into the engine compartment.

• Install the pitot tube cover.

• Cover the windows and wings if possible.

• Arrange for the airplane to be stored in a heated 
hangar the last night of your stay, if you don’t want to 
pay for a heated hangar the entire time.

Important  
Survival Considerations

 Equip for winter survival.

• Dress for the conditions over which you’ll fly – heavy 
coats, hats, gloves, and boots. Assume you may have to 
camp or walk out of any location over which you’ll fly.

• Include survival rations and water for each person. 
Do not assume you will be able to melt snow or ice 
for survival water.

• Carry a cold weather survival kit. Include a tent, sleep-
ing bag for each occupant, fire starter, first aid kit, 
signaling mirror, and a survival knife at a minimum. 

 Many pilots and passengers have made a safe emer gency 
landing only to freeze to death before rescuers arrive.

• File and activate an IFR or VFR flight plan. This will 
trigger search and rescue if you are overdue.

• Consider use of a Personal Locator Beacon (PLB). 

– Keep your PLB in a pocket on your person. You 
may need to be able to active the beacon while 
trapped in your seat.

– Thoroughly brief a close friend or relative on how 
and when to monitor the beacon during your trip, 
and how and when to respond (including phone 
numbers to the FAA, Civil Air Patrol, etc.) if you are 
overdue. 

If you’re planning to make regular trips into cold coun-
try and aren’t always able to get a heated hangar during 
your stay, consider adding an engine oil pan preheater. 
Carry a long length of extension cord to plug in your 
heater while on the ramp. If weight and space permits, 
carry a heavy blanket to drape over the cowling during 
engine preheat.

Lastly, wintertime flying is an exercise in patience. Not 
only will you need to be more flexible about weather and 
routing, you may find it’s too cold to start your airplane 
and no preheater is available, or the wings and tail are 
coated with ice and it will take hours to melt it off even in 
a heated hangar. Give yourself plenty of time, plan back-
up transportation if you’re on a schedule, and don’t let 
winter weather-related delays tempt you to make poor 
go/no-go decisions. 
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➤ FAA Begins Testing of 100LL Replacement Candidate Fuels
The FAA began Phase I testing of four unleaded aviation fuels in 

early December. Swift Enterprises, which is associated with Purdue 
University and pioneered non-petroleum biomass-based fuels for 
general aviation use, has submitted two formulations for testing. 
Shell Oil and Total are each fielding a formulation for testing as well.  
All four proposed fuels are now undergoing laboratory and rig testing, 
which is expected to take about one year. The FAA seeks to begin 
phasing out 100LL avgas in 2018.

Phase I will test whether the unleaded replacement fuels are 
compatible with aircraft systems such as fuel bladders, hoses, pumps, 
and gauges. Two or three of the candidate fuels will be selected for 
Phase II testing, which will involve flight trials alone and in mixtures 
with 100LL avgas.

The potential replacement fuels were submitted for testing under 
the Piston Aviation Fuels Initiative (PAFI), a joint industry-government 
effort to facilitate the development and deployment of a new unleaded 
avgas that will meet the needs of the existing piston-engine aircraft fleet, 
totaling around 167,000 airplanes. The PAFI steering group consists of 
the FAA, AOPA, the American Petroleum Institute, the Experimental 
Aircraft Association, the General Aviation Manufacturers Association, 
the National Air Transportation Association, and the National Business 
Aviation Association. Candidate fuels were selected for testing on 
the basis of their impact on the existing fleet, the production and 
distribution infrastructure of the firm proposing a fuel, the impact on the 
environment, toxicology, and the estimated cost of aircraft operations 
using the new fuel. 

Testing will take place at the FAA’s William J. Hughes Technical 
Center in Atlantic City, New Jersey, funded with about $6 million 
per year allocated by the U.S. Congress.  For more information go to  
www.faa.gov/about/initiatives/avgas/.

Service information, bulletins, and Airworthiness Directives are time-sensitive safety 
information. Watch ABS News and ABS Hangar Flying at www.bonanza.org   

for new airworthiness information as it arises.

New Airworthiness Issues
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A 
couple of years ago, the ABS Air Safety Foundation rolled out the 

BPPP Online+Flight training option. It was initially offered as  

an alternative to attending a weekend BPPP training event. 

When member enrollment in live BPPP weekends continued the 

downward slide that began around 2008, the Online+Flight program became the 

primary BPPP delivery method.  Many ABS members have taken advantage of 

this training option and thanks to the ABS’s efforts to meet with and educate the 

insurance underwriters, virtually every aviation insurance provider has approved 

this training source for their insureds who need annual training in Bonanza 

or Baron aircraft. The underwriters feel that the model-specific information 

contained in BPPP training is one of the best sources of safety information 

available in the industry.

Most aviation insurance policies 
routinely require some sort of training 
every year in ABS-type aircraft. That 
training can be as simple as an IPC 
or as complex as simulator training. 
Studies have proven over the years 
that make- and model-specific training 
lowers the accident rate and saves 
lives. That is the principal reason the 
ABS Air Safety Foundation created 
and implemented the BPPP training 
program in 1983. BPPP was eagerly 
accepted by the insurance community 

and has been a very successful 
training platform. It remains one of 
the best training sources for Bonanza 
and Baron owners. 

Unfortunately, it was not always 
a viable alternative for many ABS 
members due to cost or time con-
siderations. That is where BPPP 
Online+Flight comes in. Allowing the 
pilot to complete the ground school 
portion online at home at their own  
pace, and then scheduling the flight 
portion at a convenient time and 

location, gives the member the flexi-
bility to integrate their training into 
their busy lives. It also greatly reduces 
the cost of training as BPPP tuition 
is now far less expensive ($395 total 
compared to over $1,500 in 2012), does 
not require extra fuel to travel to the 
training site, and eliminates other 
travel costs such as extra days’ worth 
of food and lodging.

The underwriting companies 
are not only approving this new 
training option – they are embracing 
it by providing discounts to aircraft 
owners who complete BPPP. There 
are currently five insurance carriers 
offering significant discounts for 
completing BPPP.  Most companies 
offer a 5% premium discount for 
pilots who train annually. A couple 
offer 7.5% and 10% discounts, which 
will cover most of if not all of the cost 
of the training.  Now that ABS makes 
BPPP online training available free to 
members, and the cost of full BPPP flight 
training is only $395, many more pilots  
can get most or all of their entire 
training costs reimbursed in the form 
of premium discounts.

Insurance
By John Allen

How  
BPPP Training  
Affects Your Insurance

www.bonanza.org



Another benefit of these training 
platforms is the ability to purchase 
higher limits of liability. Most com- 
panies feel that a better trained pilot 
deserves the opportunity to carry 
more liability protection, and will only 
offer the higher liability limits to those 
who complete the training annually. 
When you consider these benefits, it 
is difficult to understand why anyone 
would not want to participate. 

By far, the most important reason to 
schedule yourself for periodic recur- 
rent training (just like the airline and 
other pro fessional pilots do) is to  
make  your self  a  safer  pilot. 

If you are currently insured through 
the ABS insurance program and 
are taking the BPPP training, these 
discounts are already built into your 
premium. If not, please give us a call 
so that we can discuss your options 
and help you realize these benefits. 
You will be glad you did. 

John Allen is president 
and owner of Falcon 
Insurance Agency, which 
he founded in 1979 in 
Austin, Texas. Falcon now 
has 12 offices across the 
country employing over 90 
full-time aviation insur ance 

professionals. Prior to entering the aviation 
insurance industry as an underwriter for 
USAIG, John served in the United States  
Air Force as a pilot.
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I Learned More Than I Expected

 I finished the flying portion of BPPP in Burnet, Texas (KBMQ). This 
wraps up this program this year as the ground portion occurred 
three weeks before in Houston [BPPP LIVE at the Southwest  

Bonanza Society Fly-In]. The flying was a hoot. We did lots of 
basic VFR air work, stalls, slow flight, turns, etc. Also did a 
number of approaches and renewed my skills with various 
en route and approach changes in mid-stream. It’s always 
amazing to see how slow the A36 Bonanza will still perform, 
as well as what the Garmin equipment is capable of.

My instructor was Ken Wittekiend. He works from KBMQ. 
He’s also found on the ABS website under BPPP instructors. 
Ken is probably the best instructor I’ve worked with. If you 

need a BPPP guy in this area, look him up on the ABS website. Even 
though I fly frequently in the ATC system, I learned quite a bit from 
Ken, and it was a joy doing so. I also came home with both a new 
biennial Flight Review as well as an Instrument Proficiency Check. 

I’m good for a couple more years!
If learning to fly a float plane is on your bucket list, Ken has 

a very nice Super Cub ready to go, and regularly splashes 
in a nearby lake. He has a basic float training program that’s 
less costly than expected. I’m thinking about it.

The revised and revamped BPPP program is very good. 
It is well worth the time and money invested.  I enjoyed this 
program and learned from it, far more than I expected.

— Ed Livermore, Kerrville, Texas
BPPP  

Online + Flight
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 R
ecently, a Bonanza owner stopped in at our airport overnight to  

visit some friends. While in the lobby waiting for his ride we started 

talking about the Bonanza, and he mentioned that he recently had 

flap and aileron gap seals installed. He asked if we had ever installed 

a set and I indicated we had. The owner then asked: “Why do the ailerons both 

get rigged ‘up’ when the gap seals are installed?”

I was a bit confused and tried  
to understand what he meant by 
“up.”  What he was talking about  
was very obvious when I went out to 
look at the airplane. Both ailerons 
were trailing edge up with the yoke 
in the neutral position. See photos  
#1 and #2.

Bonanza Ailerons
21

By Jake Bartholow, Gemco Aviation Services, Inc.
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After a brief inspection I found 
that both the left and the right aileron 
inboard hinge lower attach screws 
missed their mark and failed to en-
gage the hole in the aileron hinge 
bracket. The other six attach screws 
on both ailerons were okay. 

We removed the lower inboard 
screws and properly engaged them 

into the hinge bracket and tight- 
ened them up on both ailerons. See 
photos #3 and #4.   I also noticed that 
Beechcraft SC324 was not complied 
with. Owners and mechanics should 
be aware of this Safety Communiqué. 
This Safety Communiqué (shown on  
the next page) gives instructions for 
marking the aileron hinge brackets 

with red paint anytime the ailerons 
are removed. If the Communiqué is 
complied with, the mechanic can 
catch this error before the plane 
leaves the shop, and the owner/pilot 
can see it on the pre-flight. 
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Those 
Magical, 
Mystical 
Approach 
Flap Limit 
Switches
By Al Aitken

A
pproach flap speed limit is 154 KIAS on my Bonanza, but I  

always wait until 140 KIAS just to save a little wear and tear on  

the flap and wing structure. Recently I selected approach flaps  

and … oops … I bumped the switch too far and inadvertently  

selected full flaps. The first I knew of my mistake was when the gear warning  

horn began to blare. I over-sped my flaps beyond the approach position by  

about 10 knots above the 123 KIAS full flap limit. 

The flaps worked fine for the re-
mainder of the landing sequence, but 
wondering if I damaged them, I cycled 
the flaps on the ground several times 
with the engine running. I discovered 
they now did something I had never 
seen them do before. With the flaps 
full down, I selected approach flaps 
and they came up to about the ap-
proach position and then immediately 
went down again a couple of degrees 
and stopped. They sort of “bounced” 
back down a degree or two.

My Inspection Authorized (IA) 
mechanic suggested we re-rig the ap-
proach flap limit switches. I consulted 
the Beech Maintenance Manual, the 
ABS Air Safety Foundation’s Flight 
Controls, Flaps, and Trim System In-
spection, Repair and Rigging Guide, 
and several other mechanics and tech 

reps for advice on how to proceed… 
and finally decided to study and learn 
the flap control system’s wiring dia-
gram. There I found the solution to 
the magical, mystical approach flap 
limit switch rigging.

My 1989 F33A is serial number CE-
1346. On serial numbers CE-1307 and 
after, the flaps are a three-position 
system: up, approach (15 degrees), 
and full (30 degrees). There is a three-
position flap switch on the subpanel 
just above the throttle and four limit 
switches located under the left flap 
wing fairing, just inboard of the left 
flap actuator. The four limit switches 
include an up limit switch, a down limit 
switch, and a pair of approach position 
limit switches. The two approach posi-
tion limit switches are the 14 degree 
limit switch and the 16 degree limit 

switch. All four limit switches are indi-
vidually cradled in a switch actuator 
assembly, P/N AN3162-1, which has a 
spring-loaded actuator arm with a little 
roller at the end. As the left flap moves, 
a cam-shaped extension attached to 
its leading edge in line with the limit 
switches contacts the actuator arm 
rollers, actuating the respective limit 
switch and stopping the flap at speci-
fied positions. 

Why the 14 degree limit switch and 
the 16 degree limit switch when the 
approach position is 15 degrees? When 
the flaps move toward the approach 
position from full up, the 14 degree limit 
switch cuts the power to the flap motor 
when the left flap cam actuates the 
14 degree limit switch’s actuator arm. 
But the flap motor has a bit of inertia 
and coasts slightly to allow the left flap 
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to continue to move about another 
degree… or to 15 degrees. On the other 
hand, when the flaps are on their way 
up from full down to approach, the 
left flap cam de-actuates the 16 degree 
limit switch cutting the power to the 
flap motor, which coasts about another 
degree to guess what… 15 degrees. 
Pretty ingenious, don’t you think? The 
key is to achieve enough separation 
between when the 14 degree limit 
switch is actuated by its arm and when 
the 16 degree limit switch is actuated 
by its arm.

Here’s how it works in operation. I 
refer to the wiring diagram for my se-
rial number, which displays the switch 
positions in the flaps up condition. 
Note also the small legend in the lower 
left corner of the wiring diagram that 
explains the cockpit flap switch con-
tact positions for the three positions 
of the switch. When the cockpit flap 
switch is placed from up to approach, 
28 volts from the 5-amp clock/flap po-
sition circuit breaker is routed through 
the 14 degree limit switch to actuate 
the flap down relay, which then routes 
28 volts from the 15-amp flap motor 
circuit breaker to the flap motor in 
the down direction. When the left flap 

cam moves aft from its upper limit, it 
de-actuates the up limit switch, which 
is now readied to stop the flap when 
it returns to its upward limit. As the 
left flap cam actuates the 14 degree 
limit switch on the way down, power 
is cut and the flap coasts to a stop at 15 
degrees down…just before actuating 
the 16 degree limit switch.

Placing the cockpit flap switch to 
full down routes power from the clock/
flap position circuit breaker through 
the down limit switch to, again, actu-
ate the flap down relay, which again 
routes power to the flap motor in the 
down direction. As the left flap cam 
continues aft, it actuates the 16 degree 
limit switch, readying it to later route 
power to bring the flaps back up. Both 
approach flap limit switches are now 
actuated. When the left flap cam con-
tinues aft and hits the down limit switch 
actuator arm, the switch is actuated 
and power to the flap motor is cut and 
the flap stops at about 30 degrees.
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Everybody still with me? Let’s 
follow how the flaps move 
up. Placing the cockpit flap 

switch from down to approach routes 
power from the clock/flap position 
circuit breaker through the previously 
activated 16 degree limit switch to 
the flap up relay, which then routes 
power to the flap motor in the up 
direction, and the left flap begins to 
move up and forward de-actuating 
the down limit switch. As the flap 
nears the approach position, the left 
flap cam de-actuates the 16 degree 
limit switch, which cuts power to the 
flap up relay stopping the flap just 
before it de-actuates the 14 degree 
limit switch.

And finally, when the cockpit flap 
switch is placed from approach to up, 
power is routed from the clock/flap 
position circuit breaker through the 
up limit switch, which was readied 
earlier as the flap moved away from 

the up limit switch to the flap up relay 
routing power to the flap motor in the 
up direction. The flap then continues 
up and forward until the left flap cam 
again actuates the up limit switch, 
cutting power to the flap up relay and 
the flap motor stopping the flap in the 
up position.

The left flap is the master because 
it has the limit switches. It moves 
when the flap motor turns through 
a flexible drive shaft attached to a 
screw-jack actuator. The right flap 
is driven by the same flap motor 
through a separate flexible drive 
shaft and actuator. The right flap 
stops moving when the left flap’s 
limit switches cut power to the flap 
motor. Note in the above description 
of operation the relationship between 
the 14 degree limit switch and the 16 
degree limit switch. It is imperative 
they be adjusted to actuate and de-
actuate about 2 degrees apart from 

each other to allow for the flap motor 
coast. Otherwise, as the flap travels 
aft and down from the up to the ap-
proach position, it would actuate the 
14 degree limit switch and coast until 
it actuated the 16 degree limit switch 
also, which would then re-route power 
to the flap up relay sending the flaps 
back up until it de-actuated the 14 
degree limit switch. That would then 
route power back to the flap down 
relay and the flaps would head back 
down. The flaps would thus “bounce” 
back and forth between the two  
limit switches, and that my friends 
is called “flap bounce” and is the 
condition I had after I “over-sped” my 
flaps. But I’m not convinced my over-
speed actually caused the flap bounce 
condition. Rather, I think the flaps had 
been mis-rigged before I bought the 
airplane, and I had never noticed 
because I very rarely move the flaps 
from full down to approach. 
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So how did we fix it? First, I re-
placed both approach limit 
switch actuator assemblies 

so that the actuator arms would 
be straight and reattached the two 
ganged limit switches to their mount-
ing bracket. In doing so, I discovered 
the approach limit switches cannot 
be adjusted relative to each other be-
cause of the way they are attached to 
the mounting bracket. So I adjusted 
the entire ganged limit switch assem-
bly to the approximate position they 
had been in when I removed them. 
When I tested the flaps I got rapid flap 
bounce at the approach position, indi-
cating to me that the two limit switch-
es were actuating very close to each 
other. Since I couldn’t adjust the two 
limit switches relative to each other, I 
had to resort to bending the actuator 
arm on the 16 deg. switch (the out-
board switch) about 10 degrees up in 
order to delay its actuation by a few 
degrees of flap motion.

Bending the actuator arm was 
made easier with a tool I fashioned 
from a 6-inch long, 1/4-inch drive 
extension. I cut the extension with a 
die grinder to about 1-1/2 inches long 
from the socket end and then cut a 
slot longwise down the center of the 
opposite end. Using a small 1/4-inch 
drive socket wrench, I was able to slip 
the tool’s slot over the actuator arm 
and then turn the socket wrench to put 
a nice small bend of about 10 degree 
angle upward away from the left flap 
cam at the end of the actuator arm.

Again testing the flaps, I found 
the flap bounce was gone, enabling 
me to stop the flaps at the approach 
position and measure the left flap’s 
angle, which I found to be about 16.4 
degrees. Then I rotated the ganged 
limit switch assembly clockwise a 
little to cause the 14 degree switch 
(the inboard switch) to actuate a 
little sooner. It took two iterations to 
get the flaps to stop at 15 degrees in 
the approach position in the down 
direction. I used a small digital level 

placed on the upper surface of the flap 
to take the flap angle measurements. 
I held a little upward pressure on the 
flap trailing edge to simulate air loads 
for a more accurate measurement. 

With the approach flap position 
now set accurately in the down di  
rec tion, I measured the approach 
flap position in the up direction and 
found it to be about 19 degrees…  
not the 15 degrees I was hoping for. 
That meant I had too much bend in 
the 16 degree limit switch actuator 
arm. So I used my little socket tool and 
took some… quite a bit actually… of 

the angle out that I had previously put 
in. Testing again, I found the approach 
position in the up direction was be 
about 16.5 degrees… still a bit too 
much. One more try and I had it right 
at 15 degrees. 

The final check was done outside 
with the engine running at 2,000 rpm 
to simulate flight loads. I cycled the 
flaps several times and found them 
working normally, stopping at the 15 
degree approach position in either 
direction, up or down. No more flap 
bounce, and no more magical, mysti-
cal approach flap mystery. 
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T
he little red plane is fast, lightweight, banks like a motorcycle in 

turns, and handles like a sport bike.  Feeling a lot like I was 18 

and on a motorcycle with no specific plan other than adventure, 

my wife Susane and I climbed into the bright red 1947 Bonanza. 

With round gages, RNAV, a yoke-mounted GPS in its proper place, and a 

stack of paper Sectionals, WACs, and low altitude en route charts on the 

back seat, the cabin environment was comfortingly familiar. 

It was November and rainy, but 
there were occasional open spaces 
in the layered clouds at Tacoma 
Narrows Airport, Washington. The 
weather forecast was good at Redding, 
California, with sunshine farther south. 

The 67-year-old Bonanza, refitted with 
260 horses, climbed through a hole 
in the clouds at close to 2,000 feet 
per minute at 115 knots, even with 70 
gallons of fuel, our baggage, and my 
wife and I board. No muss, no fuss.  

At 20 inches and 2,250 rpm we settled 
into a nice 155 knot cruise at 11,500 
feet. My wife handed me a Starbuck’s 
latte in an insulated metal cup.

Skimming along on top of the  
high clouds over Oregon was beau- 
tiful –  better than a motorcycle and 
every bit as, if not more, beautiful  
than the open road on a sunny day.  
The sun was bright, the clouds  
dreamy beneath us and the whole 
world in front of us. After a fuel stop 
in Fresno, we crossed over and flew 
east over the desert. About eight hours  
of flight time out of Tacoma, flight-
following deposited us on base at 
Tucson Inter national, Tucson, Arizona. 
Thunder storms were building to  
the east.

The resort in Tucson, on the edge 
of the desert, was more than perfect 
– infinitely better than the flop house 
hotels I stayed at in my youth when 
on my motorcycle. Hundred year old 
adobe construction, cactus, rock hills 
and just the right amount of people. 
Friends were easy to make and when 
convective stuff over Texas delayed 
us, we enjoyed a couple extra days in 
the desert. Hot tubs on the east and 

A Gypsy Road Trip in 
NC3255V

By Timothy Acker

Flying 55V changes the focus from work and the world’s problems  
to playing and living a carefree life for short periods of time.

Gig Harbor, Washington
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west side of the large property were 
perfect to watch the sun rise and set. 
Who is in a hurry?

The eventual flight to Baton Rouge, 
Louisiana, was through clouds and 
rain east of El Paso, Texas, so we 
diverted to the north and flew a course 
parallel to our charted course. The 
night flight into Baton Rouge was a 
dream of lights on a clear night, and 
ATC flight-following brought us to the 
runway, which was almost invisible in 
the sea of lights. The following day it 
took only 3.5 hours to fly to Lakeland 
Linder Regional Airport near Tampa, 
Florida. The only complaint en route 
was the bothersome MOAs and 
Restricted areas that needed attention 
and limited direct routing. Even the 
Victor airways had restrictions. 

The idea for this trip came about 
as a result of a novel series (Pirates, 
Scoundrels and Saints) that I am 
writing. I needed to re-visit the places 
mentioned in the novels. The logistics 
took a bit to figure out – complicated 
by my day job as a lawyer in my modest 
office in Gig Harbor, Washington. Also, 
solidly on Medicare at 65, I wondered if 
a medical issue would arise, so the last 
few years I have been flying a rented 
Cessna Skycatcher Light Sport Aircraft. 
When the plan of flying from Seattle 
through the Caribbean to Caracas, 
Barranquilla, and up through Central 
America and Mexico matured, it was 
clear I had to fly something else. My 
first choice was a nice rented aircraft.  
I discovered I could rent a Cessna in 
San Juan and fly to the U.S. Virgin 
Islands, or I could rent and fly to the 
Bahamas out of Miami. Try to rent a 
plane to fly to Colombia and let me 
know how it goes for you. With a 
renewed 3rd class medical in hand, 
I had to buy an airplane. It was a 
long process. The finding of 55V 
in California, owned for almost 50 
years by horse rancher Dan Nelson, 
was completely unexpected. I had 
searched for newer planes, but didn’t 
like what I found.



52 AMERICAN BONANZA SOCIETY JANUARY 2015

www.bonanza.org

The transition from Skycatcher to the Bonanza 
didn’t take long. I had owned several high-performance 
retractable gear aircraft and found I didn’t miss the glass 
cockpit. Round gages do work fine. If you are experienced, 
the Bonanza is simply an easier plane to fly than the little 
Cessna. In fact, I think the Bonanza is one of the easiest 
planes to fly and one of the most fun. How did Beech 
figure all that out in 1947?

On our flight to Lakeland, Florida, I met Frank Seymour, 
vice president of the Sheltair FBO chain. He had just 
bought a 2014 Bonanza, the one shown in the picture next 
to 55V. We traded Bonanza stories, both of us concluding 
the plane was great. He took the accompanying picture.

As of this writing, 55V resides in a hangar at Sheltair-
Lakeland. Our plan is to fly it to Gran Turk, the 
Dominican Republic, on to Antigua, Grenada, 

and Martinique. There we’ll hangar it in Puerto Rico for 
a couple of months until I work enough to afford to fly it 
across South America, up through Central America and 
Mexico to Tucson, where it will stay until I return it to 
Seattle in May 2015. 

The tentative plan for the fall of 2015 is to fly it to Buenos 
Aires and explore South America in its summer months, 
visiting Brazil, Argentina, Chile, and Peru at minimum, 
returning 55V to Seattle in May of 2016. In the summer of 
2017, if able financially, we are thinking of flying the northern 
route to Europe and explore Europe and then Africa, unless 
Africa is too dangerous.

Are we crazy to make these plans in a 67-year-old 
plane? I don’t think so. It runs and flies great. Beech did 
an incredible job at its design. Also, I have spent much 
of my life with the kids and grandkids having adventures 
and working part time. The ’47 model makes for a great 
ride at low cost, and being bright red is an absolute 
favorite at every airport. The speed of the plane allows 
fast travel to places on our itinerary, and the big jets get  
me back to my office to work and pay the bills. I figure I 
may be able to retire at 85. Susane, who is in her mid-fifties, 
has caught the flying bug and is a good co-pilot and about 
ready to solo in a Cessna 152. 

You only go around once, and being goofy and adven-
turous are key elements to making life fun. My life, like 
most of our lives, is partially filled with difficult work that 
requires effort and integrity in order to produce excellence 
and help others who are less able. Flying 55V changes 
the focus from work and the world’s problems to playing 
and living a carefree life for short periods of time. And 
as beautiful as Frank’s new G36 Bonanza is, for this trip I 
prefer the 1947 with round gages and piano key switches 
– it makes the trip seem more carefree and “groovier.”
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Several of our regular SWBS at- 
tendees were at this event, but we  
also had many newcomers who  
signed up to become SWBS mem- 
bers. Though most of our attendees 
were from the surrounding area, I  
was happy to see participants join  
us from Arkansas as well as one 
attendee from Rhode Island !

The event kicked off at the newly 
completed FBO at Houston Execu- 
tive Airport. Participants enjoyed 
box lunches from Jason’s Deli in the 

Regional News: Southwest Bonanza Society

Fly-In + BPPP Live in Katy, Texas
by Jay Burris

T
he Southwest Bonanza Society’s Fly-in and BPPP Live event is now history. 

Though the weather was not great, we did have several participants fly 

in, but also had several drive-in. The large draw for this event was the 

Beechcraft Pilot Proficiency Program (BPPP) Ground School from the American 

Bonanza Society. In keeping with our mission statement, this event promoted 

comradeship through group education, safety, and fellowship. 
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luxurious Pilot’s Lounge. With lunch 
completed, all loaded into vans and 
personal vehicles for the short trek 
to the Hilton Garden Inn. ABS/ASF 
Executive Director Tom Turner was 
joined by 23 students for the first  
track of the BPPP Live event on “Partial 
& Total Engine Failures,” while eight 
companions took one of the vans 
and headed off to enjoy La Centerra 
at Cinco Ranch. The afternoon session 
of the BPPP event was “How to Brief 
for an Approach” by Jennifer Pekar.

With afternoon activities com-
pleted, the SWBS hosts restocked 
the Venetian room and reopened it 
as our hospitality room to discuss 
the day’s activities. After a couple 
hours of refreshments and snacks, 
the group loaded up in our vans for  
a buffet dinner at Landry’s. With eve-
ning activities behind us, all settled 
back to the Hilton Garden Inn for a 
good night’s rest.

After breakfast, the BPPP Live 
sessions resumed with a session on 

“ADS-B Today” by Bob Downing. The 
companions decided on brunch at 
the Burris home. Tom Turner finished  
the BPPP Live event by covering 
activities of the ABS/ASF over the last 
three years as well as sharing the ASF 
strategic vision for the next three years, 
fol lowed by a “Stump the Instructor” 
question/answer session.

With the BPPP Live completed, some  
participants headed back home by air  
and car while the remaining group  
went to the Brookwood Community 
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Center for a very nice lunch and some Christmas  
shopping. Participants returned to the Hilton Garden  
Inn for a short break at the SWBS hospitality 
room before venturing back out in the cold  
and rainy weather for the evening’s enter- 
tainment at TopGolf. Participants enjoyed a 
buffet dinner that included sliders, Buffalo 
wings, and chicken tenders (this was not a 
healthy choice meal), but the extra calories 
were worked off playing target golf in a very 
comfortable environment. With multiple 
television displays, we could even 
keep up with the evening’s college 
football games as well. After several 
rounds of target golf, participants 
loaded back up for the hotel, where 
we enjoyed a few drinks before 
calling it an evening.

Sunday arrived with low ceilings 
and dreary conditions, but all de-
partures were completed efficiently, 
with all making it back home safe 
and sound.

I thank co-hosts Jon and Kacie Taylor, who did a fantastic 
job of keeping all headed in the right direction; companion 

hosts Kathy Burris and Kacie Taylor; van drivers 
Vic Kirkwood, Glenn Beavers, Kathy Burris. and 
Kacie Taylor (I-10 traffic is always fun, but add 
in dark and wet conditions it is tough sledding). 
Last but definitely not least, thanks to the BPPP 
instructors Jennifer Pekar and Bob Downing 
for volunteering their time to provide first-
class seminars, and Tom Turner for supporting 
and arranging the BPPP Live event.   



ABS’S GOAL IS SIMPLE: To protect lives  
and to preserve the Beechcraft fleet, by significantly  
increasing the number of ABS members who receive  
The Best in Beechcraft Pilot Training.™

HERE’S HOW BPPP WORKS

1. Take the popular BPPP Beechcraft 
systems and techniques classroom train-
ing online, FREE, and on your schedule

2. Fly with a BPPP-standardized flight 
instructor near your home at a  
time that’s convenient for you

3. If you qualify, earn a Flight Review and/ 
or an Instrument Proficiency Check

4. You’ll receive a BPPP Completion 
Certificate, which may qualify you  
for insurance discounts (ask your  
agent or broker)

Many aircraft insurance companies give  
up to a 10 percent discount on your policy 
for completing BPPP. For the first time,  
the insurance discount may pay most 
or even all the cost of your specialized 
Beechcraft training!

Only $395
Includes online  

and up to four hours  
of flight training!

My flying experiences include the Air Force, airlines and general aviation. Early in my flying 
career I learned that flying safely requires knowledge and proficiency. When I bought my 
Baron I wanted a training program that would give me what I needed to be safe. The BPPP 
course was an extremely valuable training program that helped me achieve that goal. The 
Ground School was very informative and completed at home on my schedule. The Flight 
portion was flown with Travis “Buz” Witherington, a knowledgeable, dedicated instructor 
who displayed the highest degree of professionalism and proficiency. And this also was 
completed on my schedule. I gained an increased knowledge of and a much higher level  
of proficiency in flying my 58P Baron. This was a great experience, it was fun learning and  
I strongly encourage everyone to  
participate in ABS’ Beechcraft  
Pilot Proficiency Program.  
Thanks ABS Air Safety  
Foundation!

Tony Crescimanno 
Thomaston, Georgia

The Most Complete,  
Most Convenient and Most  
Cost-Effective Type-Specific 
Beechcraft Training

BPPP training is fun, informative, convenient and affordable. It makes you an even more capable and safer pilot. 
For more information and to enroll, go to http://bonanza.org/pilot-training-bppp/or call 316-945-1700.
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The Year in Review
By Wade McNabb

W
hether in a business or a non-profit organization,  

the end of the year is always a great time to review the 

accomplishments and activities of the previous full year. 

While writing this article, I’m in a familiar place, sitting 

in hotel room preparing for two days of meetings. This has been a common 

theme for me in 2014, which means I’ve been away from the museum more 

than in previous years. However, I feel a strong sense of accomplishment 

and pride when reflecting on 2014. 

We brought on Charles Parish as operations manager, who is respon-
sible for the day to day functions.  Charles grew up around the museum,  
just as I did. This familiarity certainly helped the transition into his new 
role. I hired Nicole Holland as executive assistant, who also interacts di-
rectly with our members and guests. I have known Nicole for a number of 
years and had no doubt that she would quickly become a great asset to the  
museum. Last, but certainly not least, Brenda Gilbert continued as a valuable 
member of management team. Her part-time efforts were focused on either 
fundraising or Beech Party.

BEECHCRAFT HERITAGE MUSEUM
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As in previous years, volunteers played an extremely 
important role. The list of individuals was long, so I won’t 
mention them all by name. However, they were an extremely 
dedicated group, who performed a tremendous amount of 
work, both during Beech Party week and otherwise. The 
Board of Trustees and Executive and Finance Committees 
imparted their wisdom and guidance selflessly. 

Additionally, the local airport community and neighbors 
were strong supporters, and literally a phone call away. 
Some times one or two people spent time on projects, both 
large and small, or a large group of people demonstrated 
their commitment with a day-long work party. 

Major projects this year included a long range facility 
plan, a brand new website, maintenance and renovation 
of existing facilities, and upgrades to more energy effi- 
cient systems. We were fortunate to partner with talented 
professionals like Steve Gilbert and Mike Smith of Gilbert, 
McLaughlin & Casella Architects; Mirco Pecorari and 
Tiziano Ferrari of AircraftStudioDesign; and others for the 
successful completion these projects.

Our members were exceptionally supportive through 
their generous donations. Four new aircraft found their way 
to our hangars in the form of one Staggerwing, two Twin 
Beeches, and the last Duke. Our primary fundraising cam-
paign, New Horizons, recorded over $200,000 in donations 

and pledges as of this writing in early 
December, and more is arriving daily.

Away from the facility, we partici-
pated in several aviation events such as 
Sun ’n Fun, the Round Engine Round 
Up, B2OSH, and AirVenture. Each had 
their own great stories, most of which 
were revealed in these pages. I was 
extremely fortunate to cross this great 
country many times, while piloting a 
piston powered aircraft or riding in the 
back of an airliner, on the way to visit 
with old friends and make new ones. 

The best quote from this year came 
from our friend and member Butch 
Card: “The airplanes brought me and 
my family here the first time. The 
people and the wonderful friendships 
brought us back.” 
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 Supporting aging aircraft
 Working with the FAA to solve safety of flight areas of concern that impact the longevity and value of our fleet 
 Delivering BPPP pilot training clinics and new online courses
 Conducting expert service clinic inspections of your Beech airplane
 Maintaining a world class staff of Beechcraft technical experts to research and offer the definitive answers to your questions
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American Bonanza Society, P.O. Box 12888, Wichita, KS 67277 • Office Hours: 8:30 to 5:00 p.m. US Central Time, Mon.-Fri.

Having been a member of ABS since 1996,  

I became a life member this past year, and it has been  

a transformational process. Over the years I began to better  

appreciate the enormous benefit of belonging to ABS. This developed  

over time as I gaining more knowledge and understanding of the services  

and products offered by ABS. I consider life membership a smart investment  

that helps me and ABS to continue a lifelong aviation learning experience! 

Clyde Pearch
Bonanza A36TC, Bloomfield Hills, MI



Tachometer problems 
Mike Murray, Loudonville, New York

 Q: My 1995 A36’s tachometer has recently shown swings in RPM from 0 
rpm indicated to half value, and then jump to the correct RPM reading. 

I have disconnected the wiring at the tach drive transducer and at the back 
of the tach on the panel. Connectors at both ends have been cleaned with 
contact cleaner and reconnected. No effect or change resulted from the 
cleaning. How do I determine if the problem is with the transducer or the 
panel mounted tachometer?

A: The first thing I would do is disassemble the connector on the wire 
end of the tach generator connector and check for a broken wire. It is 

common for the wires to break just outside the crimp on the connector pins, 
as the generator shakes with the engine, but the wire bundle is secured to 
the mount or firewall putting stress on the wiring at the connector. If that is 
not the problem, then with the engine not running, turn on the master switch 
and check for a constant voltage at pin A of the cable side of the connector. 
As I recall, the wire between pin 3 on the indicator and pin A on the tach 
generator is power supplied to the generator. When running, the generator 
cuts the circuit and returns a pulsed (square wave) signal to the indicator 
via the wire between pins 4 on the indicator and pin B on the tach generator. 

While checking for voltage at pin A, have someone wiggle the wiring at the 
indicator and at the connector for the tach generator as well as anywhere else 
the wiring is clamped. Per the wiring drawing, there are no other connectors 
in the circuit to test. If there is a steady voltage there, remove the tachometer 
generator from the engine and reinstall the connector on it. Then, with the 
master switch on, drive the tachometer generator with an electric drill and 
again check for a steady voltage at pin A. If that remains constant, check for 
a pulsed output at pin B. This may require an oscilloscope as the square wave 
pulse is too fast for most voltmeters to read. I have e-mailed you the wiring 
diagram for the tachometer system in your aircraft. —LE

Windows and frames 
Gary Kelson, Novato, California

 Q: I am replacing my windshield and side windows. Do you recommend 
frameless or to stay with original frames? What thickness windshield and 

side windows do you recommend? Can you recommend installers in California?

A: If the frames are in good shape, I suggest keeping them. As far as 
thickness, 3/8” works the best for the windshield, and pilot and co-pilot 

windows. For the emergency exit and aft windows, 1/4” works fine. In addition 
I suggest installing the copilot window with the storm window in it, for more 
ventilation on the ground. Make sure you verify the color of the windows now 
installed so that you can match it. If you are replacing them all it is no issue. 
I suggest Honeycutt Aviation in Marysville, California, or Waypoint Aviation 
in Riverside, California. —BR

Bob Ripley 
retired from Delta Airlines as  
a manager of line mainte nance 
(Atlanta) and has run an  
FBO focusing on Beech 
maintenance for 20+ years.

Curtis Boulware has managed 
a Bonanza, Baron, and T-34 
Mentor-specific shop for 13  
years, winning numerous national 
awards for T-34 restorations.  
He earned his Private in a T-34 
and enjoys flying all models of  
the Beech piston family. 

John Collins  
has previously owned an  
FBO and avionics shops, and  
for several years has been  
ABS’s Avionics columnist.  
He owns a Bonanza and is  
a CFI/CFII. 

Louis Edmonds  
has over 25 years’ experience 
specializing in maintaining 
Bonanzas and Barons.  
His Edmonds Aircraft is  
a long-time ABS Service  
Clinic host FBO.

Dan Honeycutt  
is an A&P/IA with over 20  
years experience. He owns  
a California-based FBO 
specializing in Bonanzas  
and Barons.

Tom Turner  
ABS-ASF Executive Director, 
holds a Master’s degree in 
Aviation Safety. He has 
specialized in Beech pilot 
instruction for over 20 years.

Tech Tips
Tech Tips are answers to questions about a specific airplane, 
system or operation presented by an ABS member, and are 
the opinion of the Technical Advisor.  Answers are the best 
information available based on indications presented by  
the ABS member asking the question.  Actual inspection 
of the aircraft or system in question may change an initial 
Tech Tips opinion.  Aircraft owners, pilots and readers are 
advised to physically present airplanes and indications to  
a qualified mechanic before choosing a course of action.
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Panel upgrade 
Charles Fronce, San Marcos, Texas

 Q: We are upgrading our 36’s avionics to a GNS530W 
and thinking about replacing the panel or having it 

sandblasted and power coated, but not sure if our panel is 
aluminum and can withstand the heat. Any suggestions?

A: I recommend stripping the panel and priming and 
painting it. The best paints for panels are generally 

older lacquers, which can be blended with a flattening 
agent. Your panel should be aluminum and I do not 
believe the heat of powder coating should damage it. My 
recommendation is against powder coating as many in 
the industry are finding the adhesion to the surface is not 
only not that good, but more importantly, it has a strong 
bond to itself and can trap moisture between the powder 
coat surface and the metal, leading to corrosion that you 
cannot see or detect. Certainly this is less of an issue 
with the panel than a structural part. As for the lacquer, 
these are generally fast drying paints so with less critical 
masking, the fixed portions of the panel can be painted 
in the aircraft with less chance of overspray adhering to 
surfaces you do not want it to adhere to. —LE

Fuel odor 
Phillip Rainwater, Gilbert, South Carolina

 Q: I often get the smell of fuel after landing my F33A. I 
thought I remember reading about bad vent hoses 

in the wing.

A: The vent issue you recall affects G58 Barons and 
Barons and Travel Airs with new fuel tanks recently 

installed. In your case, my first investigation would be 
around the fuel selector valve. They are very prone to leak 
and as the pitch attitude and speed of the airplane changes, 
the vapors can get in the cabin instead of being pulled out 
of the overboard tube. If everything is okay there, have your 
mechanic let us know and we’ll help him troubleshoot this 
further. —CB

Push-to-talk intermittent 
Samuel Smith, Uvalde, Texas

 Q: The yoke microphone button on my V35B is 
intermittent. The button itself is okay, and I reseated 

the Collins AMR 350 audio panel. Likely places to look?

A: I would check the coiled cord between the panel and 
control yoke. The wires are small (usually around 26 

gauge) and do break over time. Frequently there are unused 
conductors in the coiled cord, so going to an unused one 
will be the first effort to get the system working again. —LE 
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Cowl flap parts 
Jeremy McInturff, Chesterfield, Missouri

 Q: Can you tell me the cowl flap hinge or bushing parts 
numbers for my 1987 A36?

A1: There are no bushings installed in the cowl flap 
hinges. There are two methods of repair, as follows:

1. If the original #3 bolts are still installed, it is acceptable 
to drill the hole slightly larger and install a #4 bolt.

2. If a #4 bolt is already installed you will need to replace 
the hinges. Here are the parts numbers:

Hinge cowl flap, left hand, inboard 35-415342-4
Hinge cowl flap, left hand, outboard 35-415342-6
Hinge cowl flap, right hand, inboard 35-415342-5
Hinge cowl flap, right hand, outboard 35-415342-7

Make sure if you replace the hinges that you install a 
thin washer between the two hinge brackets and make 
the bolt snug. —BR 

A2: There is an approved modification using a longer 
bolt and exhaust spring to help enhance the life of 

the cowl flap hinges. Also, at least one Beech parts manual 
for these hinges has them listed incorrectly. The guys at 
AVSTAT in Van Nuys, California, know this issue. Check with  
them for verification to avoid confusing installation. 

—Bob Butt 
ABS Magazine Technical Review

Window crazing 
Elliott Ross 

Tampa, Florida

 Q: My Baron B55’s pilot side window is crazing all along 
the top and around the vent. My mechanic says it 

needs to be replaced. Who is best to call to do this?

A: The window is an easy task for your mechanic to 
accomplish as long as he has experience working 

with Plexiglas windows. You can order the window from 
LP Aero Plastics. You will need to know if your windows 
now are clear or have a green, or solar grey tint to order 
the new one. If your mechanic is not interested, give Jim 
Klug a call at 1-800-835-4395. He travels around the country 
installing windows at pilots’ locations. He favors Florida 
locations in the winter months. The original P/N’s for your 
windows are as follows:

35-410291-132 .125 tinted
96-420011-3 .250 tinted

You will need to measure the thickness of the original 
window to determine which one you have. If you have the 
.125 (1/8") I suggest switching to the .250 (1/4") window to 
help make the aircraft a little quieter. —BR

Battery discharge 
Ken Currin 

South Hill, Virginia

 Q: With the help of our local A&P, we have been trying 
to diagnose and fix our H35’s battery discharg- 

ing problem. We have replaced our ES4000 alternator  
and Zeftronics voltage regulator R15100-A and tested 
the battery, but still get a discharge when any electrical 
components are turned on. What are we missing? We have 
checked all of the wires from regulator to alternator.

A:  With the engine running and the alternator on…

1. In a no-load condition, how many amps are running 
to the F1 terminal on the alternator?

2. In a full load condition, how many amps are running 
to the F1 terminal on the alternator?

Measure this using an in-line ammeter or an inductive 
clamp style ammeter on the field wire.

These results will tell you the problem.  Scenario 1 should 
be 1-2 amps. Scenario 2 will be higher and may be as high 
as 5 amps. If the amps are correct, the alternator is the 
problem. If the amps are wrong, the voltage regulator or 
circuitry is the problem.
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Throttle cable  
came loose 

Gerald Casey 
Anchorage, Alaska

 Q: The throttle cable sheath came 
out of mounting bracket so my 

A36 went to full power and I was 
unable to reduce power. Looking at 
the cable, it came out of the u-shaped 
bracket. I do not see how it is held in 
place. I looked at the parts manual 
and it appears that there is nothing 
holding the cable into the bracket. 
What am I missing?

A: The small u-shaped bracket is 
squeezed into the slot on the 

cable housing and then bolted to the 
bracket. Some people will drill a small 
hole adjacent to the cable and use 
safety wire to ensure the cable stays 
in the bracket. It sounds like that it was 
not squeezed tightly enough when it 
was installed. —BR

Electrical diagram 
Steven Bass 

Marysville, Washington

 Q: I have the maintenance book for 
my 1955 F35, but the electrical 

diagrams are minimal. Do you have 
any reference material? I am trying 
to get power from the battery to the 
battery switch in the cockpit.

A: The wiring diagrams are in the 
back of the F35 Shop Manual. 

The battery master switch does not 
provide power; it provides ground. If 
you have a three-post solenoid/relay, 
the coil is internally wired to the hot 
side of the relay and the small post on 
the outside is grounded through the 
master switch. If you have a four-post 
relay, the right small post is jumpered 
to the right large hot post, and the left 
small post is grounded through the 
master switch. —CB

Left main light  
remains illuminated 

Wayne Munson 
Broomfield 
Colorado

 Q: My F33A’s left main gear position 
indicator is always on (green) 

when the master is on whether the 
gear is up or down. Is there a separate 
switch for each gear that should be 
inspected to correct this? 

A: There is a separate switch for up 
and down on each main gear 

and the nose gear. I suspect the switch 
is sticking. Try spraying it with LPS 1 
with the aircraft on jacks and the gear 
partially retracted, so you can actuate 
the plunger on the switch with your 
hand after spraying. I suggest spraying 
the switch plungers in all three wheel 
wells. —BR
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Wing spar corrosion 
Rick Braunig, Helena, Montana

 Q: We have a 2005 A36 that we keep 
in a heated hangar. It has TKS 

installed. It is going through an annual 
inspection and our maintenance shop 
has noted something that looks like 
rust along the front and back side of 
the spar. It appears it is coming out of 
the piano hinges and is widespread 
along the wing. Have you heard of this 
happening before and if so, what was 
the cause and how is it repaired and 
then prevented from coming back?

A: We see this sometimes in high 
humidity locations and on air-

craft that get washed frequently and 
not flown right after the wash. More 
than likely it is only a rust discoloration 
and not actual rust. The best thing 
to do is clean as much as you can 
reach and treat the wing with ACF50 or 
Corrosion X. This should help prevent 
additional issues. —BR

Brake master cylinder 
O-rings 

Fred Elling, Tucson, Arizona

 Q: I have an F33A. Fluid is seeping 
out the top of all four Lords 

model brake master cylinders but I’m 
having trouble finding O-ring kits. Do 
you know of vendors or part numbers?

A: The problem with master cylin-
ders is that there are two or three 

different manufacturers’ cylinders in-
stalled in the aircraft under the same 
Beech part number. I will need the part 
number on the individual cylinders  
in your Bonanza to give you the cor- 
rect seal information. 

If the cylinders are made by 
Commercial Aircraft Products or 
APPH, they are not repairable in the 
field since the company will not give 
us any parts breakdown. These can  
be sent in and rebuilt at the manufac- 
turer at a cost just slightly less than a 
new cylinder, and will require 2-3 weeks  
to complete. —BR 

Cat’s whiskers antenna 
John Foose 

Sammamish, Washington

 Q: I want to know which antenna 
I should use for the VOR/LOC/

ILS on my A36. I want to mount cat’s 
whiskers under the tail like Hank 
Canterbury did. Do we have any 
pictures of that installation?

A: We do not have photos, but you 
might check the ABS Membership 

Directory and contact Hank directly.
My recommendation is to not mount 

them under the tail, but rather use the 
cat’s whiskers antenna in the top cap of 
the vertical stabilizer, as with the early 
A36s, or the blade-type antenna on the 
sides of the vertical stabilizer as is done 
on the majority of A36 since the early 
1980s. Placing the antenna under the 
tail tends to reduce reception due to the 
close proximity of antenna to the hori-
zontal stabilizers (which act as a ground 
plane). Many model 35s do place the 
blade type or “towel rack” type on the 
aft fuselage, but in that installation, the 
stabilizers are angled away and there 
really isn’t much choice other than the 
old “flying wing” type mounted aft of 
the windshield on the cabin roof. 

As for which brand or model an-
tenna, any of the blade or cat’s whisker 
antennas rated in the proper frequency 
range will do the job. —LE

ABS extends condolences to 
the family and friends of these ABS  

members who recently passed away.

Richard M Scheiber 
Tiffin, Ohio  

A member since 1995.

Francis E. Knapp 
Brownsville, Texas 
A member since 1967,  
he flew a 1979 F33A.

Member 
News

Paul Gretschel 
Receives  

Honor

Long-time ABS member 
and BPPP instructor 

Paul Gretschel has been named 
the Farmingdale (New York) FSDO 
Safety Program Manager (SPM). 

Ronald Hughes, Manager of 
the Farmingdale FSDO, says “Paul 
brings an impressive abundance  
of experience and knowledge to 
the table. His contribution will  
be a major improvement to the  
program.”  Please join ABS in  
congratulating  Paul.
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The recent [ABS Magazine] articles 
on go-around procedures are, as usual, 
informative and accurate. There 
is, however, a point I would like to 
emphasize based on an experience I 
had during a ride with an acquaintance 
who had just bought a Cessna 310. 
He insisted I take the right seat for a 
demonstration of his “new” airplane’s 
capability. Another CFI friend climbed 
into the back seat to enjoy the ride.

Returning to home base at 
Farmingdale, New York (KFRG), 
we flew the pattern in good VMC 
conditions. As we lined up on final, 
ATC informed us that a Cessna 152 was 
going to depart before we were cleared 
to land. At 300 feet AGL, ATC directed 
us to go around due to the Cessna’s 
delayed departure on our runway.

The pilot moved the throttles 
forward halfway to full and imme-
diately started raising flaps. I pulled 
his hand off the flap switch and 
simultaneously told him to go to 
takeoff power. Meanwhile, the plane 
had begun to sink out from under 
us. When he moved the throttles 
forward only an inch, I reached up 
and firewalled them. We lost 100 feet 
during this fiasco, but with full power 
the plane accelerated normally and 
climbed out, [the pilot] raising the 
gear appropriately.

I asked him why the devil he did not 
go to full takeoff power when told to 
go around. “Oh,” he said, “I didn’t want 
to hurt the engines.” I asked him if he 
preferred to sink into the ground! Then 
I reminded him that full power is used 

for all takeoffs and that the engines are 
designed for that. Our CFI passenger 
was “weak in the knees” when he 
climbed out of the airplane. “Boy,” he 
said, “I thought we had, had it!”

Over the years, I recall that all too 
often pilots do not go to full power on 
go-arounds. Constant speed propellers 
are normally put to full forward on 
short final. The addition of ore manifold 
pressure merely allows the prop blades 
to take a bigger “bite.” The difference 
is sound that’s not as dramatic as with 
a fixed-pitch propeller, which may fool 
some pilots into not realizing that have 
not gone to full power.

I feel it is vital that all pilots realize 
that full power is the first move on a 
missed approach or any go-around.

 —Bob Edelson

Forum
ABS Idea and Information Exchange

The Forum section is intended as a space for members to respond to  
articles printed in the magazine, or to share their knowledge of a helpful idea for 

other members. Send your words and photos to absmail@bonanza.org.
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To Lew Gage: I just had a really 
interesting talk with the general 
manager of my local prop shop. He 
told me that he always recommends 
two shaft seals be installed on the 
E-series Bonanzas with hydraulic 
Hartzell props. He said that even 
though the new Hartzell manual 
calls for a single seal, older service 
bulletins still call out two. This guy 
said that in his experience, one seal 
alone usually won’t make it the full 
500 hour/5-year inspection cycle. 
Two will.

This is interesting to me, as the last 
two times I had my prop off, I went 
with a single seal. Both times, my prop 
starting spitting a little oil at the seal 
after 300 hours/3 years. Previous to 
that, I never had an oil leak. I think 
that dirt is getting past the outer seal 
and eating the inner seal. 

Just some more notes for your 
“Great Big Book Of Everything 
E-Series”. Thanks again for your 
service to ABS! —Steve Zeller

I have a few thousand dollars 
budgeted to spend on a simulator 
for my IFR and other training in my 
F33A. They’ve come a long way since 
the Microsoft $29 Flight Simulator, 
and I understand that some home/
desktop units are FAA certified. 
Redbird, FlyThisSim and possibly 
some others are worth considering 
and investigation, certainly before 
dropping close to $5,000. Members,  
if I have a few thousand dollars to 
invest in a home simulator, what 
products or companies should I 
investigate and pursue? 

—Henry Fiorentini 
henry@panatechcomputer.com 

www.bonanza.org

First, thanks for the article in the November ABS Magazine on the Beechcraft 
Airworthiness Limitations Manual. As you know, there has been much confusion, 
uncertainty, etc., on this. You brought much-needed clarification to this 
ponderous affair! Second, the article on the spiraling approach (“Safety 
Pilot,” November 2014). Since I started flying forty-seven years ago, I have 
often thought that pilots, particularly new ones, rely far too much on what is 
normally the great stability of the Bonanza. However, as you pointed out in 
the article, after rolling past 30 to 35 degrees, the aircraft won’t return on its 
own, and the unwary pilot gets surprised if not confused. Again, a well-needed 
explanation. —Andy Reardon
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T
he purpose of this trip in our 1955 F35 Bonanza was to visit family 

and friends in Manteca, California, near Stockton and east of the  

San Francisco Bay area. We had tried the trip in October but 

experienced a maintenance issue at Fort Stockton, Texas, and 

returned home by rental car. We had left the plane at Ft. Stockton and arranged 

with a shop, Skywest in Midland, Texas, to meet a mechanic later in the month 

to retrieve and repair the airplane. Fort Stockton has no aircraft maintenance 

facilities or rental cars, but they do have some very nice citizens and helpful 

airport staff. The airport manager drove us to Midland to rent a car.

In November there was a very nice 
window of weather for the southern 
route. Just follow I-10 to California 
and turn north, flying between I-5 
and Old Highway 99. This route can 
easily be done below 10,000 feet. 
There are a lot of tall rocks out that 
way, military operations areas (MOAs), 
and restricted areas. Where I could not 
use the GPS direct I followed the Victor 
airways. They usually keep you away 
from the military (watch for Victor 
airways that are not valid while MOAs 
are in use) and above the lower terrain, 
deviating around most peaks.

We like to stop about every three 
hours for a break and fuel. This trip 
we landed at Midland Air Park, Texas; 
Deming, New Mexico; Ryan Field 
at Tucson Arizona; William J. Fox 

Airport at Lancaster, California; and 
Tracy, California. I highly recommend 
using flight following, if your altitude 
allows, because of the vastness of 
the desert. It also makes the contacts  
with Tower and Approach Control 
easier at El Paso, Tucson, and near 
Palm Springs/Lancaster-Fox. Note:  
The Ryan and Fox airports have 
restaurants on the field. Deming has 
nice hotels close by, but transportation 
can be a problem.

The Hampton Inn was our home  
in Manteca for a week, within walking 
distance of a Bass Pro Shop and only 
a few miles from family using back 
streets. The freeways can be a major 
problem within 60 miles of the Bay 
Area and we stayed off them as much 
as possible. Now I know where drivers 
in Austin, Texas, learn to drive!

The weather for the return home 
was fantastic VFR and favorable winds 
most of the trip. We landed at Fox 
in Lancaster for lunch and fuel. We 
chose Tucson International to spend 
the night. Approach Control was very 
helpful in assisting a VFR Bonanza 
into a very busy airport. There are 
several FBOs. Some have ridiculous 
ramp fees and fuel prices. We used 
Velocity on the west ramp. Personnel 
there were very helpful in assisting us 
with fuel, transportation, hotel, and 
getting through the security entrances. 
Hotels are near the airport. Tucson 
Ryan has no hotels close by.

Flightseeing: VFR Texas to California and Return Below 10,000 Feet
By Bill Hoglan

Tejon Pass – Looking South

Tucson, AZ – Looking east
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Departure from Tucson requires 
contact with Departure before moving 
from the ramp. The taxi can be long, 
confusing, and has several hold short 
lines. Be sure to ask for assistance. 
Apparently they assume everyone 
knows their airport procedures, and left 
us sitting several times without telling 
us to contact the next controller.

Our next stop was Las Cruces, New 
Mexico, for food and fuel. This airport 
had a first-class operation. We were met 
with a Follow Me truck, a marshaller on 
the ramp, and a fuel truck, and were 
offered a nice crew car to use. There is a 
truck stop one mile away with a Subway 
sandwich shop. The city is miles away.

On the last leg home, Mother Nature 
had a nice surprise for us – and it was 
very welcome. The tailwind just kept 
getting better the farther east we flew. 
For the last two hours of a three-hour 
flight we had ground speeds of 200 
mph. This was one of the few times 
this has ever happened in our 16 years 
of Bonanza ownership.

In summary, three thousand miles, 
20+ hours flying time, $1,500 worth of 
fuel, and some of the best weather a 
pilot could wish for !

www.bonanza.org

Flightseeing: VFR Texas to California and Return Below 10,000 Feet
By Bill Hoglan

Las Cruces, NM

Midland Airpark. TX

William J Fox Airport – Right DownwindDeming to Tucson
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DON’T MAKE AN EXPENSIVE MIS-
TAKE! Call me for a Free Consultation 
on your purchase of a Bonanza or Baron 
before you Pre-Buy. Visit my website at 
www.beechcraftbuyers.com or call 850-
240-7243. 476

1957 H35. “Probably the most beau-
tiful and well equipped 35’s on the 
market today.” Garmin GNS530, GMA340, 
GTX327, dual Aspen glass panels, dual 
synthetic vision, IO-470 with 950 hours 
(approx), extremely high compression, 
S-Tec 50, gap seals, strobe, impeccable 
maintenance/records, leather interior, 
new tires, spark plugs, brakes. Same shop 
for upgrades and annuals for well over 
a decade. Always hangared. $70,000. 
Jim 206-422-2091. www.bonanza378b.
com/ 509

BEECH WANTED!!! All models, run-outs 
OK, needing P&I/Radio upgrades OK, fast 
discriminate transaction on your ramp 20 
years experience/references. Jim 760-803-
3093, avloc@yahoo.com. 459

***** Bonanza 3 Place Bench STC 
– $500 ***** Turn your 4 place V-tail 
Bonanza into 5 place with this new STC! 
matt.grondin@hotmail.com (817) 528-
4638. 544

1970 1970 V35B with TKS System – V35B 
5850 TT, 1500 SFRM. Weather capable with 
TKS de-icing system, NEXRAD radar, traf-
fic, and text weather displayed on Garmin 
530W subscription free through GDL 88 
ADS-B in/out and Strikefinder. Century 
III with alt hold. Very sharp in/out. Paint 
& interior 9/10. Very well maintained by 
2nd owner. NDH, full logs. Next annual 
11/2015. $95,000. bonanza@peckltd.com, 
262-240-0202. 535

For Sale 1983 N583MB TK-150 B58TC 
Baron 2750ATT, 1150 ETT. 530W, Color 
Radar, Sandel 3308, 496WX, Lthr Int/paint 
beautiful, Annual Included. Controller/
ASO/GlobalAir. $249,000. Robert 920-664-
1463. 542

1962 P-Model – Beechcraft P35 Bonanza. 
3,470 TT. 528 SMOH (G&N). IO 470N. May 
annual. Leather interior (2010) – 9 / Nice 
paint – 8. Sigtronics EGT 101 – Digital ex-
haust gas temp, GMA 340 Audio Panel, GNC 
250 GPS/Comm, KX 170B, Garmin 127 Tran-
sponder, Gizmo Mounted Garmin 496 GPS, 
Sigtronics EGT, JPI 450 Fuel Flow, Amerik-
ing 450 ELT. Cleveland brakes, Rosen 3 axis 
(new), sealed Concorde RG35A (new). 
Georgetown, TX (KGTU) based. $58,000. 
512-632-4774. 540

For Sale: 1982 B36TC – 3040 TT, 1150 
SMOH, low-time cyls. Looks 8/7. 530WAAS, 
430, KFC200, built-in O2. Fantastic traveling 
machine. Maint by Windward Aviation at 
KLNA, Lee 650-619-3446, clee_harris@
hotmail.com. 522

1966 Debonair C-33 – CD-1046 TT 3835 
TSMOH 1390, TSTOP 700, No Damage all 
original logs, Tail AD, complied Never 
due again, Annual Due 7/2015, IO-550B, 
D-Shannon Baffles, F-33 Induction Airbox, 
Tuned Exhaust, Flap Gap seals D-shannon 
window, Aspen MFD/PFD, G-430 WAAS, 
Stec 55 (3 axis), Skywatch 497 Integrated, 
GDL-69A Xm/WX/Audio Remoter control, 
PMS 6000 audio, Kx-165 Nav/com, KT-70 
mode S, KT-76A, KN-64 BME, Osbourne 
tips 114 useable, Rosen Visors, Alt prese-
lect integrated with Autopilot, Nice paint. 
954-593-1437. 526

Thinking of selling your Bonanza? 
Call me; I have buyers looking for good 
clean Bonanzas. BeechcraftBuyers.com, 
850-240-7243. 478

1960 M35 Bonanza – 1335 hours total 
time since new, 333 SMOH including 
prop & injection system. Has all available 
D’Shannon upgrades including tip tanks, 
one piece windshield. Dual Controls, never 
damaged and has been hangered all of it’s 
life with only 3 owners – $70,000 – Contact 
Terry Ray 956-592-8000. 461

1967 C33A – 2945 TT, 1343 TSOH w/
GAMI’s; 3 blade Hartzell 270 TSN; BDS  
Tip Tanks; S-TEC 55X with Alt. Preselect; 
KNS-525A HSI; GTX 330 w/S; Electric 
backup Attitude Indicator; Shadin 
Miniflo-L; JPI EGT/CHT; GNS-530W WAAS 
IFR; KX-155; Insight Strikefinder; Dual 
Ram’s Horn yoke; BDS speed slope WS, 
2nd and 3rd windows; Cleveland brakes; 
Rosens; Gapseals; Gray leather interior 
and powder coat panel; Always Hangared; 
NDH; complete logs/Adlog; Fuel:104 gals.; 
1340 lbs. useful load. Call Tim @ 321-591-
9229; tilane@juno.com for pxs. 424

1981 A36TC EA-245. 3053 TT 1219  
SMOH Garmin 530 WAS JPI Hot Prop, 2 
Owners Clean. New ELT, Lost Medical.  
Robert (360) 713-8077, bobmeurer@ 
hotmail.com. 386

Classified Advertising Rates: Members 75¢/word; $5/month for Web placement.  
Non-members $1.25/word; $15/month for Web placement. 25 word minimum. 

Display Classified Advertising Rates: $195 per month. Ad size is 3-3/8"  
by 2-7/8". Include a full color picture of your item along with up to 50 words.

Format: Grouped initials count as one word. Telephone numbers and e-mail  
addresses count as two words. All other words count as one.

Terms: Prepaid with order, no agency discounts.

Closing Date: Must be received by 5th of month before placement.

To Place: Ads need to be submitted in writing. Mail to P.O. Box 12888,  
Wichita, KS 67277; Fax to 316-945-1710; or use the ABS Advertising Links  
at www.bonanza.org.

Questions: If you have questions call 316-945-1700.

Classified Advertising

AIRCRAFT FOR SALE, RENT, PARTNERSHIP
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1977 BE55 – Be the third owner of this well cared for plane. Low 
airframe and newly OH engines/props will make for difficult 
comparison. If you are seriously shopping, please call. Reasonable 
offers will be considered. 2940TT, 110 SMOH both, 110 SPOH both 
(3 blade), GNS430, EX500, color radar, C IV A/P, slaved NSD360, 
GTX327, VGs, dual yoke, GAMIs. co-pilot inst, hangared. Contact 
Ed: 205-807-5800 and n6810y@yahoo.com. 348

V35 B Bonanza – Tornado Alley Turbo= 10-550B-AP Upgrade, 
TSMOH 150 hrs Firewall forward. Engine SN5307B Aircraft SND-
9582. Avionics: Garmin 530, King KX170B, GTX327 Transponder, 
Ryan TCAD Traffic Warning 9900B on GSN 530 Window, PTT 
Switch for Co-Pilot, S-Tech 60-2 Autopilot. Aircraft 1974 V35 B: 
TT2,004, Flap & Aileron gap seals, New Tip Tanks 15/17 Gallon, 
New 3/8 in Windshield, Engine. Compartment look better  
than new. Paint & Interior #8+ Price $165,000.00 Phone 301-863-
5616 Cell 301-247-1948. Location St Mary’s Co 2W6, Ask for Jon. 
No damage, Always hangared, 200 Cruise. 507

Highly modified E35 – IO470J, 3 blade, tip tanks, D’Shannon 
windows, Baron baggage, centerstank, V35 seats, 4850TT, 
900SFRM, 70STOP, 70SPOH, 5/14 annual, STec50, KMA24, KX155s, 
KN64, KR87,15XL, 9 paint & interior. $54,900. 504-400-5132, 
cdufrechou@hotmail.com. 511

1954 E-35 – IFR Stec-30 w/roll steering, stormscope, Horizon 
P1000 tack, Wolf filter, M80 starter, Rosen, extensive upgrades, 
single slope 1/4" windshield, rear window mod, 8-in/out. No DH, 
Autofuel TTAF-5300, TTSM-950. $25K. Don, FL, 803-530-3148. 528

RAREST OF ALL BONANZA! – One of thirteen produced. 
N3734N, D944R9, E185-8, R200. Original paperwork, original 
uncut panel with map compartment on left. Corrosion free, 
mostly complete. Wings off. $10K, delivery available. 931-629-
0851. 531

INSTRUCTION

Instrument Rating in Ten Days – Earn your instrument rating 
in only ten days. Glass or traditional instruments. $9995 includes 
aircraft and Redbird full-motion simulator training). Details at 
877-212-0951 or www.FlyTexasAmerican.com. 438

Bonanza/Baron initial + recurrent programs. Train in 
FAA approved model specific simulators based on BE36 and 
BE58 aircraft. Located in Seattle’s Ballard community, our 
programs fulfill insurance requirements and are taught by 
instructors with thousands of hours of experience. Luxury 
hotel accommodations available at discounted rates. www.
modern-pilot.com; 888-751-1011. 375

● Computer-Based Training on Instructional Techniques for Beech Bonanzas & Barons 
● Aircraft Systems, Procedures, Techniques and Flight Maneuvers Guides 
● Academy Graduates are Listed on the ABS Website Instructor Referral List for Over 9000 Beech Pilots 
● ABS Flight Instructor Mentor Program to Answer Your Questions About Teaching in Beechcraft
● Opportunity to Become Accredited in ABS’ Industry-Leading Beechcraft Pilot Proficiency Program (BPPP)

Learn “How to Teach Beech” with the American Bonanza Society’s

ABS Flight Instructor Academy

FREE to ABS Members
See Instructor Training
at www.bonanza.org

ABS
Flight
Instructor
Academy
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Complete the ground portion of your 
Flight Review – in your own home, on 
your schedule. Logbook endorsement 
guaranteed for only $29.95! Visit www.
WINGsRealityEDU.com. 394

Baron and Bonanza Instruction – 
Tennessee based (will travel) Stephen 
Hammers, CFI, CFII, MEI, ATP – 25+ yrs.  
Exp. BPPP Instructor. Baron E55 and 58P 
Owner, Initial and Recurrent Training, In - 
strument Competency Check or Insurance 
Checkout. Call 615-479-7195. 479

Bonanza, Baron and P-Baron Instruc-
tion – Gold Seal and Master CFI. Insurance 
approved P-Baron initial and recurrent 
training, Garmin and G-1000 instruction, 
insurance check-outs, instrument and 
ME ratings, assistance with purchases. 
Gerry Parker, 713-826-6663 (TX), gparker@ 
pmkc.com. 475

EQUIPMENT, PARTS, 
SERVICE

Baffles for A-36 – Removed at 460hrs from 
new, cools same as my new D’Shannon. 
All hardware and seals, anodized Cont. 
Gold, $950.00 208-301-3811. 536

A-33/36 Elevators, $2275. Ruddervators, 
$3550. Visit our website regarding recent 
parts price increase for Beech skins. 
AeroSurfacesLLC.com. Aero Surfaces, 
FAA Repair Station OG3R735L, 530-893-
5416. 101/544

Wanted: Dual control yokes, single control 
yoke, handle, or any parts to them laying 
in your hangar. Have some avionics, may 
trade. Call 580-430-1414, e-mail: airmech@
sctelcom.net. (00)

Engine instruments set from 1973 
F33A – Sandel 3308, KG 102 Gyro, Davtron 
Voltmeter, Davtron Clock, Nav/Stobe 
System, Belly Strobe, 121.5 ELT, Vertical 
Speed Indicator, Wet Compass, OAT Gauge, 
Landing Light. Removed for panel upgrade. 
Make offer. Call 727-596-9609. 543

ENGINES – IO-550-B 1200 SNEW, “special” 
edition, ‘0’ SMOH, complete with accesso-
ries, outright or exchange; will take trades. 
One Stop Aviation (760) 721-1389 or e-mail 
engines1@cox.net. 378

Standby Vacuum System – Complete 
factory A-36 system, all plumbing, panel 
switch etc and both vacuum pumps, 
removed at 554 hrs from new – $1750. 
208-301-3811. 538

Bonanza Parts – Specializing in 35 and 36 
Bonanzas. We dismantle many Bonanzas 
for parts! A thru P, M thru V35A-B, A36,  
B36, Debonair, A-F33. E-mail bonanza 
parts@gmail.com or call requests to 
530-661-1696. Visit our web page, www.
bonanzaparts.biz. 485

Hot Prop Kit – Complete slip ring, cockpit 
switch, AMP gauge, etc, removed at 384 
hrs from new to install TKS. New cost $6K, 
sell $1250. 208-301-3811. 537

Wings tips for A-36 – Removed as new 
at 384hrs TT, $1095.00 for both. 208-301-
3811. 539

Elevators, 33 thru Baron. FAA-approved 
repair station #209-53. Biggs Aircraft. 405-
258-2965, Fax 405-258-3016. 486

Reskin Your Elevators in “Aluminum”. 
“No more Corrosion Problems”. Models 33, 
34, 36, 95, 55 and 58. Replace one Elevator 
at a time. Exchange and Paint available. 
One price covers all. Built in certified. 
Fixtures by Experienced Technicians FAA 
CRS  U5LRO68X FAA-PMA (877)364-8003 
or 952-447-7737 Email: airplanesrs@msn.
com.  Web: www.srsaviation.com. 463
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Spar Mod. Kit Installation Bonanza/
Baron. Calkins Aero Service, Inc. – 
Houston, TX. 281-579-6674, caero@
sbcglobal.net. 481

FLIGHT CONTROLS RESKINNED: Flaps, 
Ailerons and Ruddervators 33 to King 
Air. Exchange and Paint available. One 
price covers all. Built in certified Fixtures 
by Experienced Technicians. FAA CRS 
U5LRO68X FAA-PMA. (877)364-8003 or 
952-447-7737. E-mail: airplanesrs@msn.
com. Web: www.srsaviation.com. 462

SmartSpace Extended Baggage – for 
Beechcraft 36/A36 – New STC/PMA give 
your pre-1979 A36 the same baggage 
capabilities as the latest G36! Installs 
in 1-2 days with minimum effort. www.
ApproachAviation.com; 978-314-4626. 425

ENGINE BAFFLE: Replace your 470 
series or E225 engine Baffle with PMA 
Engine Baffle, Twice as thick As OEM. 
Also available are PMA Push Pull handles 
(Aluminum). FAA CRS U5LRO68X FAA-
PMA. (877) 364-8003 or (952) 447-7737. 
E-mail: airplanesrs@msn.com. Web: www.
srsaviation.com. 405

Seat Specialists – Seat recline cylinders 
repaired, seat repair, seat replacement 
parts. Call Chuck at AvFab (660)885-8317 
or chuck@avfab.com. 482

FLIGHT CONTROLS. We re-skin Elevator 
Flaps and Ailerons for 33 to King Air 300. 
All flight Control are built in a Fixture by 
FAA Cert Technicians. Call Davis Martin 
Structures DBA Control Center LLC 405-
401-7757. 255

Cylinders – Hard to find E-Series Cylin- 
ders, plus IO-470 & IO-520 Overhauled Stud 
Assy One Stop Aviation (760) 721-1389 or 
e-mail engines1@cox.net. 377

Engine Upgrade? STC’d IO-550-B Engine 
Conversions for S35, V35, V35A, V35B, 
C33A, E33A, E33C, F33A, F33C, G33, 36, 
and A36 Bonanzas. IO-470C or IO470-N 
Engine Conversions for A35 thru G35 
Bonanzas & 33 thru F33. Other Mods, 
shoulder harness assemblies, instrument 
panel conversions, SS battery boxes, 
seat conversions. All Bonanza Mods. 
Hammock Aviation Services, Inc. 972- 
875-4279. Ennis, TX. www.hammock- 
aviation.com. 487

Mike’s Upholstery: Custom interiors, 
singles-light twins. FAA certified. Same 
location since 1968. North Omaha Airport 
(3NO). Omaha, NE. Mike Roney, 402-572-
8788. 490

Bonanza Inspections, maintenance, 
and repair. Quality service with reason-
able prices. Owner assists available. 
Dynamic Propeller Balancing. Bonanza 
owner with 25+ years experience. Brian 
Stout, A&P, IA. Flying S Aviation. RHV,  
San Jose, CA. 408-258-9462. 492

RIGGING TOOL RENTAL. Increase 
safety, performance and control with  
ABS rigging tools $100 plus two-way 
shipping for 12-day rental. Available 
tools are an Aileron travel board and 
one each Ruddervator (D-1 through 
D-2680) and Ruddervator (D-2681 and 
after) travel boards. RESERVE AHEAD 
for your inspection/repair. ABS HQ 316-
945-1700. 483

Dual Yoke Rental. Baron/Bonanza. 
$300 plus shipping for first 2 months, $125/
mo thereafter. Steve Weaver 843-475-6868 
(WV). 481
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Fuel Gauge Printed Circuit Modules 
Rebuilt F33, V35, A36 Bonanza and 
Barons. Guaranteed. Replaced if defective. 
$525.00 ea. Exchange. Send old unit or 
call: Birks Aviation Products, 3520 W. 
Saymore Lane, Peoria, IL 61615; 309-686-
0614; e-mail: jbirks2@att.net. 488

Cover-Ups by Denise. Expanded vinyl 
gear & flap actuator covers for Bonanzas 
and Barons. Uplock cover – $38. Retract 
rod cover – $40. Steering rod cover – $20. 
Wing Flap actuator cover set – $47.00. 
NEW! Chamois main gear cover set – $69. 
Charge for shipping and handling. Call  
or fax Denise at 321-725-9226. 489

Tables, new and used available. Con- 
tact Chuck 660-885-8317 or chuck@ 
avfab.com. 483

BARON A/C STC KITS FOR SALE!  
Cool Air™ approved for 55 thru 58TC  
series Barons. Total electric, remote 
mounted. Capable of ground cooling,  
light weight R134 certified. Call Gary 
Gadberry at Aircenter, Inc. 423-893-5444 
(TN) or e-mail aircntr@aol.com, www.
aircenterinc.com. 480

Dual & Single Control Yokes large 
handles, trim knobs, all misc. parts for 
control yokes, exchange your faded & 
cracked handles for our like new refinished 
ones. Exchange singles for dual & vice 
versa. Call for quote, we buy any duals, 
singles or any parts. Air Mech, Inc., 580-
430-1414 e-mail: airmech@sctelcom.net. 
For 20 years: Being your best source for 
affordable yokes is our specialty. 474

REAL ESTATE &  
GETAWAYS

Threshold Ranch Residential Airpark 
Brief description: Premium Texas 
residential airpark in NW San Antonio/
Boerne area. Large 3/4 to 1 acre lots 
starting in the 80’s. Gated, City water, 
underground electric/gas, curbed streets, 
paved backyard taxiways. IFR full service 
airport (5C1). Thresholdranch.com 
Kevin Best 210-260-5111. Contact e-mail: 
kafleming@mac.com. 240

SPRUCE CREEK FLY-IN REALTY – 
RESIDENTIAL AIRPARK, www.fly-in.com. 
Daytona Beach, Florida. ABS Sponsor, 
members. Home of over 60 Bonanza’s and 
Baron’s. Gated Country Club Community 

with its own Airport, 4000' paved runway 
x 180' wide, 5/23. Private GPS approach. 
(7FL6). Taxiway Homes from $540,000.00, 
condo’s from $130,000. Golf/Nature Homes 
from $180,000.00. Lenny Ohlsson, Broker, 
SPRUCE CREEK FLY-IN REALTY, 800-932-
4437, e mail: sales@fly-in.com. 477

WANTED
IO-470l Heavy case – Wanted: Cont. 
IO-470L Heavy Case. Runout Ok. 937- 
726-1462. 533

Wanted: Instrument Panel Bezel – Will 
pay $1,000 for new, perfect, or near perfect 
instrument cluster bezel with the 2 side 
“wings” for my H model Bonanza. These 
parts can be either black or gray in color. 
Doug Haughton, 360-710-3481 or haugh-
tondoug@gmail.com. 521

Safety Pilots Wanted – Safety pilots and/
or instructors wanted for Bonanza A36 
weekend flyer. Year 2000 BE-36 based in 
Caldwell, New Jersey KCDW. Minimum 
experience: 750hr, 250 complex, 25hr in 
make/model. Contact chase.sheridan@
gmail.com, (718)-913-7714. 512
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President:
Bob Goff (Area 3) * 2015 
1963 South Creek Blvd. 
Port Orange, FL 32128 
Phone: 231-342-8040 
robert.goff6@gmail.com

Vice President:
Ward Combs (Area 6)  * 2015 
10474 Stardust Lane 
Blair, NE 68008 
Phone: 402-426-8041 
wacii@abbnebraska.com

Treasurer:
Cameron G. Brown (Area 4) * 2016 
16496 State Hwy 96, Rockford, IL 62370 
Phone: 815-490-6750 
camsybil@gmail.com

Secretary:
Paul Damiano (Area 1) 2016 
513 Forest Lake Rd. 
Dalton, NH 03598 
Phone: 860-306-3441 
paul@damianomusicconsulting.com

Stuart Spindel (Area 2) 2016 
P.O. Box 484, Hawesville, KY 42348 
Phone: 270-316-7537 
stuspindel@gmail.com

Jay Burris (Area 5) 2017 
9 W. Kitty Hawk St. 
Richmond, TX 77406 
Phone: 713-855-7381 
wjb75028@yahoo.com

Chep Gauntt (Area 7) 2017 
3025 Rickenbacker Dr. 
Pasco, WA 99301 
Phone: 509-521-4245 
crgauntt@gmail.com 

John Annable, M.D. (Area 8) * 2015 
20911 Earl St. #440 
Torrance, CA 90503 
Phone: 310-542-0455 
johnannable6@msn.com

Howard Johnson (at large) 2017 
11400 S East 8th St 455 
Bellevue, WA 98004 
206-919-3639 
hojoav8@gmail.com

* Second and/or final term

ABS Board
Area 1: Connecticut, Delaware, Maine, Massachusetts, 

New Hampshire, New Jersey, New York, 
Pennsylvania, Rhode Island, Vermont.

Area 2: Indiana, Kentucky, Ohio, Maryland, Michigan, 
Washington, D.C., West Virginia, Canada,  
and all other foreign countries except Mexico.

Area 3: Alabama, Florida, Georgia, North Carolina, 
South Carolina, Tennessee, Virginia.

Area 4: Illinois, Iowa, Missouri, Minnesota, Wisconsin.

Area 5: Arkansas, Louisiana, Mississippi, Oklahoma, 
New Mexico, Texas, Mexico.

Area 6: Arizona, Colorado, Kansas, Idaho, Nebraska, 
Nevada, North Dakota, Montana, South 
Dakota, Utah, Wyoming.

Area 7: Alaska, Oregon, Washington, northern 
California counties north of the northern 
boundary of Kern, San Luis Obispo, and  
San Bernardino Counties.

Area 8: Southern California, including the counties  
of Santa Barbara, Ventura, Kern, San Luis 
Obispo, Los Angeles, Orange, Riverside, San 
Diego, San Bernardino and Imperial Counties, 
plus Hawaii.

Past Presidents
1967 - 1971: B.J. McClanahan, MD
1971 - 1973: Frank G. Ross *
1973 - 1975: Russell W. Rink *
1975 - 1976: Hypolite T. Landry, Jr., MD
1976 - 1977: Calvin B. Early, MD, PhD
1977 - 1978: Capt. Jesse F. Adams, USN(R) *
1978 - 1979: David P. Barton *
1979 - 1980: Alden C. Barrios
1980 - 1981: Fred A. Driscoll, Jr.*
1981 - 1983: E.M. Anderson, Jr.*
1983 - 1984: Donald L. Monday *
1984 - 1985: Harry G. Hadler *
1985 - 1986: John E. Pixton *
1986 - 1987: Charles R. Gibbs
1987 - 1988: Joseph McClain, Ill
1988 - 1989: Lee Larson *
1989 - 1990: William H. Bush *
1990 - 1991: Ray L. Leadabrand *
1991 - 1992: James C. Cassell, III *
1992 - 1993: Warren E. Hoffner
1993 - 1994: John H. Kilbourne
1994 - 1996: Barrie Hiern, MD *
1996 - 1997: Ron Vickrey
1997 - 1998: Willis Hawkins *
1998 - 1999: William C. Carter
1999 - 2000: Tilden D. Richards
2000 - 2001: Jon Roadfeldt
2001 - 2002: Harold Bost
2002 - 2003: Jack Threadgill *
2003 - 2004: Jack Hastings, MD
2004 - 2006: Craig Bailey
2006 - 2007: Jon Luy
2007 - 2008: Arthur W. Brock
2008 - 2009: Bill Stovall
2009 - 2010: Ron Lessley
2010:   Stephen Blythe
2010 - 2011: Lorne Sheren, MD 
2011 - 2013: Keith Kohout * Deceased

Term Expires Term Expires

www.bonanza.org
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Additional details are available  
at www.bonanza.org, under News & Events.  
More extensive coverage of “regional” fly-ins can 
be found on their websites (see web addresses below). 

ABS Events
Please post all your events on the ABS website www.bonanza.org.

Regional & International Societies 
Visit these websites for more information.

AUSTRALIAN BONANZA SOCIETY  •  www.abs.org.au
BRAZILIAN BONANZA SOCIETY  •  www.bonanzaclube.com
EUROPEAN BONANZA SOCIETY  •  www.beech-bonanza.org
MIDWEST BONANZA SOCIETY  •  www.midwestbonanza.org
NORTH EAST BONANZA GROUP  •  www.northeastbonanzagroup.com
NORTHWEST BONANZA SOCIETY  •  www.nwbonanza.org
ROCKY MOUNTAIN BONANZA SOCIETY  •  www.rmbonanza.org
PACIFIC BONANZA SOCIETY  •  www.pacificbonanza.org
SOUTHEASTERN BONANZA SOCIETY  •  www.sebs.org
SOUTHWEST BONANZA SOCIETY  •  www.southwestbonanza.com

FEBRUARY 19-23 
ABS/ASF Service Clinic at Windward Aviation – Lantana, FL (KLNA)

MARCH 6-7 
BPPP LIVE with the North East Bonanza Group – Reading, PA (KRED).   
See www.northeastbonanzagroup.com

MARCH 19-22 
ABS/ASF Service Clinic at Waypoint Aviation – Riverside, CA (KRAL)

APRIL 10-12 
ABS Maintenance Academy at Poplar Grove Airmotive – Poplar Grove, IL

APRIL 21-26 
ABS at Sun n Fun – Lakeland, FL (KLNA)

MAY 14-17 
ABS/ASF Service Clinic at P-Factor Aviation – Perkasie (Philadelphia), PA (KCKZ)
MAY 28-31 
ABS/ASF Service Clinic at Poplar Grove Airmotive – Poplar Grove, IL (KC77)

JUNE 4-7 
ABS/ASF Service Clinic at Honeycutt Aviation – Marysville, CA (KMYV)
JUNE 18-21 
ABS/ASF Service Clinic at AviatMall – Wilmington, NC (KILM)

JULY 20-26 
ABS at AirVenture – Oshkosh, WI (KOSH)

AUGUST 13-16 
ABS/ASF Service Clinic at SpanaFlight – Puyallup, WA (KPLU)

SEPTEMBER 11-13 
ABS Maintenance Academy at the Beechcraft Heritage Museum – Tullahoma, TN

SEPTEMBER 17-20 
ABS/ASF Service Clinic at Leading Edge Aviation – Spencer, IA (KSPW)

OCTOBER 1-4 
ABS Convention and Trade Show – Orlando, FL
OCTOBER 15-18 
ABS/ASF Service Clinic at Beaver Air Services – Spring, TX (KDWH)
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A m e r i c A n

B o n A n z A
S o c i e t y

www.bonanza.org

ABS exists to promote aviation safety  
and flying enjoyment through education and 
information-sharing among owners and 
operators of Bonanzas, Barons, Debonairs 
and Travel Airs throughout the world.

www.bonanza.org 
1922 Midfield Road, P.O. Box 12888  

Wichita, KS 67277 
Tel: 316-945-1700 • Fax 316-945-1710 

e-mail: absmail@bonanza.org 

Office Hours: 
Monday thru Friday; 8:30 am – 5:00 pm 

(Central Time)

ABS Executive Director 
J. Whitney Hickman, whit@bonanza.org

ABS-ASF Executive Director 
Thomas P. Turner, asf@bonanza.org

Technical Questions 
absmail@bonanza.org or 316-945-1700

BPPP Questions 
bppp@bonanza.org or 316-945-1700

Membership 
absmail@bonanza.org

Convention 
absevents@bonanza.org

ABS Store 
www.bonanza.org or 316-945-1700

Membership Services 
Monthly ABS Magazine • ABS Technical 
Advisors • Beechcraft Pilot Proficiency 
Program • Aircraft Service Clinics • Air 
Safety Foundation Research • Annual 
Convention • Affiliated Aircraft Insurance 
with Falcon Insurance • Members-only 
Website Section • Regulatory & Industry 
Representation • ABS Platinum Visa®  
(with Beechcraft Parts Discounts) • 
Educational Books, Videos & Logo 
Merchandise • Tool Rental Program •  
The ABS Flyer a monthly e-newsletter  
• Professionally Staffed Headquarters
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