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Inspi

Lonnie lives down the road from the family business and
keeps the Commander and Rans S-7 there. If headed on a
family trip, he’ll fly the C90 over so they can load it and leave
from their own grass strip the next morning.
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red by Dad
Loss of father motivates C90
owner to pursue dreams
by MeLinda Schnyder

L

onnie Steverson feels like he’s living
out his father’s dream: he’s working and
growing the company his parents Joey
and Jill Steverson started in the 1980s, he
built a house just down the road from the
business in Prentiss, Mississippi, where he
recently added a 3,000-foot grass runway on
his 20-acre property and he regularly flies
his father’s 1977 Rockwell Commander 114
along with a Rans S-7 light sport aircraft and
a 1975 Beechcraft King Air C90.
MAY 2019

Joey Steverson didn’t get to do these things
himself because he died in an accident 25
years ago. Lonnie was just 20 at the time
and was chasing his dream of becoming a
rodeo star. Losing his dad gave him a dose of
“life is short and live like it’s your last day”
that motivated him to continue pursuing a
career as a professional bull rider, earn his
pilot’s license and eventually return home
to carry on the family business in south
central Mississippi.
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3

A Father’s Influence
Most of Lonnie’s interests were influenced by his
dad Joey, who was a rodeo clown and bull fighter for
27 years. He also loved to fly and took his son up in his
Commander often. “My best memories of me and my
daddy are in the airplane flying,” Lonnie said.
Flying was mostly a hobby for Joey, but as he grew his
business he occasionally flew the Commander to check
on jobs, bid work or meet with clients.
Joey and Jill started in business in the late 1970s,
taking whatever painting jobs they could find: from water
towers to houses, even jobs in the shipyards of Alabama
when local work was slow. That industrial work led Joey
to bid on a project at a local paper mill. He got it, did a
good job and that led to regular work. One Christmas
Eve, a large piece of equipment plugged up at the paper
mill and they couldn’t find a hydro blasting company to
dispatch crews out to service the machine on the holiday.
Joey had purchased a small hydro blaster for paint prep
and was able to unplug the machine and get the plant
back running again that night. “And the wheels in Joey’s
head started turning,” Lonnie said, “and suddenly he
was in the hydro blasting business.”
By the early 1980s the business had evolved into
Circle S Inc., an industrial maintenance company that
both Joey and Jill ran. Beyond painting and hydro

blasting, they also handled vacuum truck services,
scaffolding, insulation, as well as applying industrial
coatings on tanks, piping and equipment for a variety
of manufacturers. Joey was the type of guy who could
find a solution for just about anything, for example
converting a manlift into a machine that he could use
to clean the paper machine rolls at the mill, solving a
problem the mill had been having for years.
Lonnie grew up flying with his father and soloed an
ultralight aircraft by time he was 14 and a Cessna 150
the day after his 16th birthday, but he didn’t immediately
complete his pilot’s license. He also followed legendary
bull riders like Ty Murray, Tuff Hederman and Cody
Lambert, and when he graduated from high school in
1992, he was determined to someday ride at that level.
As Lonnie worked to establish a rodeo career, he didn’t
pursue flying though he said he continued to fly locally
on a student certificate. His dad often asked, “Lonnie,
when are you going to finish up your license?”
On Father’s Day 1994, Lonnie was on the rodeo circuit
in Canada. He got a phone call from his mother that
Joey had been in an accident, though his condition
was unknown because the airplane had gone down in a
heavily wooded area and had not yet been reached. As
he made his way home via commercial flights, Lonnie
checked in with family to find out that his dad had died in
the accident. “That was the longest flight home,” he said. �

Lonnie and his family (L to R): wife, Joann and daughters Cali and Kenzi.
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About the accident, Lonnie said: “He was doing
aerobatics in an experimental aircraft called a Bakeng
Deuce. He had high blood pressure and found that
the meds he was taking for this could have made him
pass out under G loads. He was at the top of a loop at
high altitude and the aircraft seemed to stall and went
straight down impacting the ground. We feel he must
have blacked out as there was no sign of trying to pull
out. My father was a great pilot and loved aviation. He
was always very cautious in an airplane and took it
very serious.”
Rather than turn away from aviation, Lonnie said the
accident drove him to embrace flying.
“Flying was the most fun I ever had with him and I
wanted that back,” he said. “I wanted to get my license
more than anything, to make him proud of me and to
feel close to him as I fly.”
He got his license in December of that year.

The Rodeo Life
Also in 1994, Lonnie made his first PBR World Finals
– every bull rider’s dream – where he finished third in
the finals and eighth in the world standings. That year
Lonnie’s bull riding career took off in 1994 – he made it to
he also earned a spot in the Bull Riders Only Finals, � the PBR World Finals where he finished third and was rated
eighth in the world standings.

6 • KING AIR MAGAZINE

MAY 2019

MAY 2019

KING AIR MAGAZINE •

7

an invitation-only competition for
elite riders at that time.
“I was following my dreams and
feel my father was looking down and
helping me along,” he said.
When he had time away from
competing, Lonnie would join a
hydro blasting, painting or sand
blasting crew in the field for Circle
S. “My father believed in hard work
and was involved in all roles of our
company,” he said. “He taught
me that the best way to learn the
business was to work in various
parts of the business.”

The Rans S-7 Lonnie owns is made for landing on rough terrain such as local river
and sand bars; here at a fishing trip on the Mississippi River.

8 • KING AIR MAGAZINE

He also was starting to fly himself
to competitions. He earned his
instrument rating in 1995 by flying
to rodeos with chief flight instructor
Jim Latta from American Flyers in
Dallas. “He wanted to learn about
bull riding, so while we were at the
rodeo I would help him with his
riding and I would receive training
on the way there and back,” Lonnie
said. “I traveled a lot when I was

MAY 2019

Steverson kept his father’s Rockwell Commander 114, which he has
many happy memories of flying with his dad, and still flies it regularly.

competing by flying myself to and from the rodeos or
bull ridings. I would get two other bull riders to jump
in and off we go.”
He met his wife Joann Whitman Steverson in 1996
through her brother, professional bull rider Spud
Whitman. He proposed to her on the beacon tower at
Prentiss Jefferson Davis Airport and they married in
1998 as he continued to rodeo and work for Circle S
when he was home.
He rode bulls professionally from 1993 to 2005. He
made the PBR World Finals in Las Vegas five times and
once held the record for highest marked score in the
PBR. He scored 96 points at Nashville on a bull named
Zandy, a record that was later beaten by a half-point by
several other riders.
Throughout his bull riding career, his mom and
employees at Circle S had managed the business
through ups and downs. He credits the strong will and
determination of his mother to keeping the company
running. In 2000, after several general managers at the
business and various injuries riding bulls, Lonnie felt it
was time he partner with his mom and become manager
of operations. Jill remains president and Lonnie is vice
president and operations manager.
“The company survived after my father died because
of my mother and the amazing employees we’ve been
blessed with,” Lonnie said. “Our business has always
been pretty solid, however we landed a couple of accounts
that had us growing from about $3.5-4 million in sales
in 2004 to $11 million in sales in 2009, and that’s where
the company has stayed for around the last 10 years.”
Most of the company’s work is in the southeast, though
some specialty work of hydro-blast cleaning asphalt hot
mix silos sometimes takes them all over the U.S.
MAY 2019

From the Commander to the C90
Lonnie, who turns 45 this month, has been flying his
dad’s Rockwell Commander 114 since 1994, first flying
himself to rodeos and for fun and then flying business
trips and vacations with his family. His first daughter Cali
was born in 2002 and a second daughter Kenzi in 2004.

KING AIR
WINDOW INSERTS
STC’D-PMA /FAA APPROVED

What Is the Difference
Between the G & D Aero Tinted Window Insert
and the Polaroid Interior Window Insert?

The $$$$$ Cost

With the G & D Aero tinted window you have full
time protection against the sun and the ability to
keep your passengers cool and comfortable. No
need to make any adjustments to the windows
because the inserts work full time.

G & D AERO PRODUCTS
951-443-1224
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Lonnie Steverson’s King Air C90 preparing for takeoff from
the 3,000-foot grass strip he has on his land.

Several years ago, he decided he wanted to add an
aircraft for family flights and business missions that
weren’t solo. Often operating from his own 3,000-foot
grass strip, he wanted an airplane that could handle the
density altitude and hot days of southern Mississippi. He
also wanted to be able to fly nonstop to one of his favorite
destinations: Great Guana Cay near Marsh Harbour,
Bahamas, where he lands at Leonard M Thompson
International Airport (MYAM).
“I am very confident in our plane and its mechanical
shape, however I was flying over lots of open water with
my family and sometimes would have my mother, who
is president of our company, on board with me,” Lonnie
said. “If we were to go down and not survive a crash, our
company would be in turmoil and that was not fair to
the 75-plus people or their families who depend on us
to keep the company in operation. So I started looking
for a twin-engine aircraft that could carry six people
and go nonstop from Prentiss to Marsh Harbour at gross
weight and still fly on one engine if we lost one.”

a 1975 King Air C90 with -21s that is on the M.O.R.E.
Program. It was equipped pretty nice and had a nice
interior and paint job. We took a ride in it and, wow, I
was in love. It was a strong bird and I was tickled to have
found it. I had to fly it with another King Air rated pilot
for a minimum of 40 hours before the insurance would
allow me to be insured in it. So Paul and I flew the 40
hours off in about a month or so. We flew to Colorado
Springs to eat lunch then to Texas to see family and
friends. I adapted very quickly to the King Air as it is a
very stable platform and a joy to fly.”
Lonnie worked with Todd Thacker, owner of Turbine
Solutions in Griffin, Georgia, to upgrade the avionics.
He decided to keep the steam gauges and rebuild the
whole panel installing GTN 750, GNS 530, remote audio
panel, remote transponder and ADS-B in and out to
replicate the Commander panel.

With help from his friend Paul Barnett, who owns a
1981 King Air C90 and operates it from a nearby airport,
they set out to find the best plane for the mission and
they settled in on the King Air 90 series aircraft.

“If I had it to do over again, I would probably go with
the Garmin G600,” Lonnie said. “Now after flying it
awhile, I’ve had several problems with the older gyros
for the old HSI and with the G600s it’s all solid state
and I wouldn’t have had those problems. At the time,
I was thinking simplicity and safety between the King
Air and the Commander and cost.”

“At this point, I did not even have a twin rating but
obtained it very quickly,” Lonnie said. “I found N26RE,

Lonnie flies about 150 hours per year, about 75 hours
each in the Commander and the King Air. He keeps the �
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Window Polishing at Oshkosh 2019

Treat yourself and your aircraft to premium window polishing services
throughout the show and experience this special exterior package offer
today. The team at Lee Aerospace will improve your aircraft windows’ look
and performance with this mobile cosmetic exterior polishing service while you
take in all the sights during Oshkosh.

PRE-SCHEDULE YOUR TIME SLOT BEFORE JULY 15!
Simply e-mail Oshkosh@leeaerospace.com for your appointment with the window experts.

1.800.379.6840 / www.LeeAerospace.com

Commander at his home, along with
a Rans S-7, a tail dragger made for
landing on rough terrain such as
local river and sand bars. “When the
girls were young, they could both sit
in the back seat we would fly over
to a nearby river, land on a sand bar
and catch catfish. That was really
cool and some of the best times
spent when our girls were young,”
he said.
The C90 is hangared at Prentiss
Jefferson Davis Airport (M43) and
sometimes when he’s taking the
family on a trip he’ll fly the King
Air over to the airstrip at his house
the day before, load up and depart
from there the next morning. “That’s
a dream come true,” he said.

Steverson wanted a twin-engine aircraft that would be able to fly nonstop to Great
Guana Cay near Marsh Harbour, Bahamas, one of his favorite destinations.

He also uses the King Air for
business meetings, to shuttle
key personnel to safety meetings
during plant shutdowns and to
move employees between job sites
when deadlines are critical. Circle
S Inc. today employs between 7080 people full time and ramps up
to more than 100-125 during high
workloads such as shutdowns and
turnarounds at plants, the ideal time
for maintenance on equipment.
Lonnie imagines having both
the Commander and King Air for
a while.
“I’ll always want to keep the
Commander because it was my
father’s and hopefully one of my
daughters will fly it and keep it in
the family when I’m not able to fly
anymore,” he said. “When it’s just
me flying, it makes more sense for
me to jump in the Commander and
go. And it’s a lot of fun to fly. We
did the super conversion, which
put a 320 horsepower engine in it,
and it really changed the climb and
cruise speed. It went from a 140knot airplane to a 170-knot airplane.
“While the King Air has a
respectable speed, it truly is a King
of the Air, but more than that it is
King in Comfort and Safety. I think
I will be flying this one for a long
time also.” KA
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Is it Time to Switch
Insurance Carriers?
by Kyle P. White

A

s a consumer, you buy many different insurance
policies. When was the last time you switched
insurance carriers for one or more of your policies?
If you’ve switched recently, what were the driving factors
behind this decision and were there any repercussions
or risk in doing so? If you’ve moved an aircraft policy,
the answer is yes, there is risk and there could be
consequences.
When something changes, human nature is to react.
Just like flying the King Air, the normalcy of a flight is
comforting. The operations are consistent – plan the
trip, run the checklist and operate the aircraft. Only
when something changes do we react, ask questions
and make changes to get us back on the desired path.
The aviation insurance market is changing and King
Air owners are reacting.
With non-aviation policies, I’ll confess, I’m not an
expert, nor do I read them from cover to cover. Similarly,
I can assume, most of you reading this article don’t
read your aircraft policies from start to finish. King
Air owners trust their insurance broker to help them
make informed decisions. We all recognize change. The
big change that gets everyone’s attention is price – how
much was paid last year versus the current bill. While
understandable, price shouldn’t be the only reason to
change insurance companies.
14 • KING AIR MAGAZINE

There are other changes that should be taken into
consideration. Has your exposure or risk profile changed?
What about your desire to carry a specific coverage or
liability limit? Has your carrier’s appetite for your risk
profile changed, or are they eliminating an ancillary
coverage that is important to you? If the answer is “yes”
to any of these questions, then it is probably time to take
a deep dive into your insurance renewal and contemplate
changing insurance carriers for your King Air policy. As
with most things though, there are risks in switching
insurance carriers. To be an informed consumer, be
aware of these possible ramifications before making
your final decision.
Aircraft hull and liability policies are very broad and
cover many perils. They are “all risk” contacts that
specifically state what is not covered. If the policy does
not state something is excluded, then you have coverage.
Here is a true scenario to serve as an example on why
it is important to consider possible ramifications before
switching insurance carriers:
In early April I received a call from an aircraft broker
who wanted my opinion on a situation his client was
facing. The client was selling his King Air, which was
currently undergoing a pre-buy inspection and generally
where issues can arise that instigate a phone call to the
insurance company. The list of repairs and squawks
MAY 2019

during the inspection process can be long, nitpicky and
expensive – all of which contribute to an informed buying
decision and serve as part of the negotiating process.
Of course, the expensive and airworthy squawks are
the ones to get the most attention, by both the buyer
and seller.

the uncertainty of who is going to pay for it. A couple
of possibilities need to be considered:

My phone was ringing because of a squawk regarding
magnetism of the engine. In 2014, the aircraft was
involved in a lightning strike. The strike was an
insurance covered peril and was taken to a service
center for inspections and repairs. Upon completion,
the King Air owner signed a “proof of loss” document
acknowledging all repairs had been made and paid for,
thus closing the claim.

If the service center failed to check for magnetism and
doing this check is standard protocol, this is grounds
for you and/or your insurance company to go back to
the service center to have this rectified.

The “proof of loss” document is standard operating
procedure. Insurance companies must be able to
close their books on claims, otherwise there is an
unmanageable opportunity for future financial payouts
that can’t be predicted. Once the claim is closed the
parties involved sign the “proof of loss” and move on.
One would assume a magnetism check of the engine
would have been part of the lightning strike inspection
at the service center. However, the King Air owner now
has an $85,000 problem on their hands in 2019 and

MAY 2019

Did the service center indeed check for magnetism of
the engine? If so, the magnetism has occurred between
signing the proof of loss and now. The next step would
be to find out how it was magnetized and when.

After I brought these two comments to the aircraft
broker’s attention, I asked an important question: “Has
the King Air owner been with the same insurance carrier
since the lightning strike in 2014?”  
He said he didn’t know and asked why this was relevant.
I believe it is intrinsic for people to work harder for
those who are loyal to them. If you have been with
your carrier for an extended amount of time, they will
instinctively go above and beyond for you. While you
did sign a “proof of loss” to close out the claim, the
insurance carrier could join the cause and help you out
under point No. 2 if they were your insurance carrier
then and now. If you are with a new carrier since the
claim occurred and was formally closed, teaming up with

KING AIR MAGAZINE •
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your former carrier can be difficult
as their level of interest in working
with a former client may not be a
top priority.
Under scenario No. 1, if you are
with the same carrier now that
handled the original claim, you
have a new claim to file with your
insurance company. This particular
King Air owner was having a hard
time determining if there was a
particular event in the last five
years that would have resulted in

magnetization. While I’m not a
PT6 specialist, the experts at Pratt
& Whitney can consult with you
on possible causes of magnetism.
However, it may be difficult to
pin down the exact time engine
magnetism occurred. The insurance
company is only responsible for
occurrences taking place during
your policy period. If the King
Air owner switched insurance
companies at least once since the
2014 claim, they may have put
themselves in a predicament.

In a subjective situation where
a metallurgist determines when
damage occurred, there is a window
of time along with probability levels.
Each insurance carrier you have
had a policy with since the 2014
lighting strike is going to want the
other carrier to pay. Each carrier
will seek proof from you that the
occurrence happened on their
watch in order for them to pay the
claim. However, if you have been
with the same insurance carrier for
many years, the carrier knows they
are obligated to pay as there isn’t
another carrier in the picture.
Sometimes change is necessary
and you may find yourself needing
to switch insurance companies.
If you get in this situation, do so
carefully and for the right reasons.
Price is important, however, an extra
$1,000 in annual premium would be
well worth it for the King Air owner
facing an $85,000 bill to get their
aircraft sold.
If you do switch carriers, a very
important consideration should be
given to the financial strength and
claims reputation for your current
carrier versus the carrier you are
considering.
Be sure you are comparing
apples to apples when assessing
a change. There are over two
dozen ancillary coverages to be
evaluated and considered. Not all
carriers’ ancillary coverages are
the same or offer the same limits
buried within the policy. Ask your
broker what coverages you might
be losing if you switch insurance
companies. Also, consider carrier
flexibility. For example, would they
be accommodating if you needed to
request a 30-day training extension
for the pilot in command? KA
Kyle P. White is an aviation
insurance specialist for a global
insurance brokerage company.
He has professionally flown King
Air 90s and B200s and holds an
ATP and multi-engine instrument
instructor license. You can reach
Kyle at kpwhite816@gmail.com.
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AVIATION ISSUES

ADS-B News and Alcohol Testing
During Ramp Inspections Has
Started in Some Countries
by Kim Blonigen
Aviation Groups Worry a Recent FAA Policy
Statement on Actions for Non-equipped
ADS-B Out Operators Caused Confusion
On April 1, the Federal Aviation Administration
(FAA) released a Statement of Policy establishing its
course of action for issuing air traffic control (ATC)
authorization to those operating aircraft that are not
equipped with Automatic Dependent SurveillanceBroadcast (ADS-B) Out equipment in ADS-B airspace
after the Jan. 1, 2020 deadline.

basis” and ATC might not be able to grant them for a
variety of reasons, which include workload, runway
configurations, air traffic flow, weather, etc. The FAA
also made clear that it will not redirect ATC resources
from their other functions for these authorizations and
as they begin to divest radar, accommodations for nonequipped aircraft in ADS-B Out airspace will become
more complicated. The statement also communicated
that unscheduled operators conducting flights into the
major facilities in class B airspace will have difficulty
obtaining authorizations at all.

A non-equipped ADS-B Out aircraft operator must
make a request to ATC for an authorized deviation
at least one hour before the proposed flight in to the
ADS-B Airspace. Obtaining the authorization may be
difficult as they will be addressed on a “case-by-case

Shortly after the policy statement was made public,
aviation groups warned that the FAA statement was not
a substitute for getting ADS-B Out equipment, but rather
for operators who weren’t able get their installation
date before the Jan. 1, 2020 deadline due to schedule
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saturation. The groups added that the FAA has made
it clear that non-equipped aircraft operating in ADS-B
Out airspace without obtaining a preflight authorization
will be in violation of the regulations.

NBAA Reports Some Countries Have Begun
Alcohol Testing During Ramp Inspections
In early April, the National Business Aviation Association (NBAA) announced it had learned during meetings
with the European Aviation Safety Agency (EASA) that
authorities are beginning to test for alcohol consumption during ramp inspections at airports around the
globe. Dutch, German and Japanese authorities have
already begun testing, and Singaporean authorities
started testing at two
airports, Changi and
Seletar, on March 31.
“While commercial
operators have been
subject to drug and alcohol testing for many
years, application of
these standards to
non-commercial operators is new,” said
Brian Koester, NBAA
senior manager, flight
operations and regulations. “We will work
to determine pilots’
rights in these situations, continue communication with the regulating
bodies to provide as much information as possible to
our members and ensure authorities vigilantly adhere
to the procedures put in place to protect the sensitive
safety image of aviators and their employers.”
NBAA says these new requirements are in response
to a 2015 Germanwings accident and other incidents
that cited drug, alcohol and mental health issues as
contributing factors. Flight crews will be tested via
breathalyzer, and a test result of 0.02g of alcohol per 210
liters of breath will be considered positive. The 0.02g
threshold is to account for mouthwash, medication,
system calibration error or other inaccuracies.
If the pilot’s initial test result is positive, the operator
will immediately be removed from duty and subject
to a second confirmatory test. If a pilot yields two
positive results, the airline, and, in some cases, local
law enforcement will be notified.
“NBAA is aware of the sensitive nature of these safety
checks,” added Koester. “We have been assured that
authorities will conduct these tests in a private area
out of view of the public.”
MAY 2019

KING AIR MAGAZINE •

19

EASA regulations will take effect
in August 2020, requiring all 49 SAFA
participating countries to begin drug
and alcohol testing for both flight
and cabin crews in conjunction with
SAFA ramp inspections. Testing
may be conducted by the national
aviation authority or by local law
enforcement. In some countries
a zero-tolerance local law may
supersede the 0.02g threshold.
NBAA says it will continue to
convey information to its mem
bership as it becomes available.

Trusted experts on King Air engine
accessories & starter generators since 1965

If you are not already a member
of NBAA and would like to learn
more about the organization and its
benefits, go to nbaa.org. KA

Parts & Accessories � Wichita, KS 67211
AN

1-800-835-2961
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Ask the Expert

King Air Crossfeed Basics
by Tom Clements

M

y aim in writing this article is not to present
anything new but rather to simply review some
of the fuel system information that you should
have already received. I am sure the fuel system was
covered extensively in your initial King Air training
course and, if you have been flying King Airs for a while
now, I am sure it has been reviewed in some or all of
your recurrent training courses.
Regardless of the particular King Air model you
operate, three things must exist for fuel crossfeed to
take place. Before I present those three things, let’s
remember this important fact: Fuel never flows from a
tank on one side to a tank on the other side … unless
we do something wrong and unusual. The term is not

“CrossFLOW.” We are not flowing fuel from tank(s) on
one side to tank(s) on the other side. The correct term
is “CrossFEED,” since we are taking fuel from a tank
on one side and feeding it to the operating ENGINE on
the other side. (Sadly, I believe the switch we will be
discussing, in some King Air models is, in fact, labeled
“Crossflow.” That’s a demerit for the Beech switch
labelers!) Additionally, never say “transfer” when you
mean “Crossfeed.” In a King Air, transfer refers to
moving fuel from the auxiliary tank into the main tank
on the same side.
Back to the three things we need for crossfeed. They
are: (1) An operating electric boost pump on the feeding
side, (2) An open crossfeed line and (3) No opposing
electric boost pump pressure on the receiving side.

King Air 350 fuel panel.
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Inside the nacelle tank, on its bottom, is a submerged
electric boost pump that has a nominal discharge pressure
of about 30 psig. This pump feeds into a pipe that exits
the nacelle tank on its inboard side and immediately
connects to a “T” fitting that has one pipe going forward
and one pipe going aft. The forward pipe goes to the
fuel firewall shut-off valve, just inches away, and the
aft pipe is the start of the crossfeed line. This electric
boost pump is the only pump that prevents cavitation
of the engine-driven, high-pressure pump on the A90,
B90 and C90. There is a secondary electric boost pump
in parallel with it on the 65-90 and 100, the Straight 90
and Straight 100. The other models – E90, F90, A100,
B100, 200s and 300s – have an engine-driven boost
pump so the submerged, electric one in the nacelle is
now called the “standby pump.”
Between the submerged pump and the exit pipe from
the nacelle is a key element – a check valve. This valve
permits fuel to exit the nacelle but does not allow fuel
to enter the nacelle at this point.
King Air F90 fuel panel.

On every King Air model ever built, the nacelle tank
– the one behind the engine’s firewall in the nacelle
area above and in front of the main wheel well – is
where the fuel that is to be crossfed originates. In the
65-90, A90, B90, C90 (including all of its variants), and
straight 100, the nacelle tank has its own filler cap and
is labeled “Nacelle.” Duh! A gauge in the cockpit reads
its quantity. In the E90, F90, A100, B100, 200 (including
all of its variants) and 300 (including all of its variants)
it’s not quite so simple. In these models the nacelle tank
has no filler cap – with one exception that I will present
in a moment – and there is no ability in the cockpit to
measure its quantity. Instead, this tank is simply a part
of the “main tank.” This combination of tanks includes
four rubber bladder tanks and one wet-wing tank in the
outboard section of the wing and one bladder tank in the
nacelle, all connected so as to drain and vent together.
The highest spot in this complex of tanks is at the filler
cap near the wingtip and the lowest spot is at the bottom
of the nacelle. By filling the cap at the tip, fuel flows
downhill into all of the connected tanks, including the
nacelle tank, and fills it to the brim. In the cockpit, we
can read main tank quantity, but we have no exact way
of knowing what is in the nacelle and what is still in the
outboard wing. To us, the nacelle is merely a part of the
main tank, including the main’s lowest point.
The E90 is the one exception mentioned in the
previous paragraph, the one that has a nacelle filler cap
even though it doesn’t need one. It was less expensive
for Beech to manufacture an identical nacelle for the
C90 and E90, with a filler cap, even though the newer
fuel system of the E90 filled the nacelle by filling the
cap at the wingtip. Never take the E90’s nacelle cap off
when the Main Tank is full, unless you want to bathe
your nacelle in kerosene!
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Therefore, concerning the nacelle tank, we have
reviewed (1) That its output line can send fuel in two
directions: To its own engine and to the crossfeed line.
(2) That fuel can come from the nacelle tank here but
cannot enter into the nacelle tank due to a check valve.
Both sides, left and right, are as we have presented.
This means that there is only one crossfeed line, or pipe
that connects the left and right nacelle outlets to each
other. This line contains the single crossfeed valve, a
Normally-Closed (NC), solenoid-operated valve that uses
electric power to open. In all King Air models this valve
is located close to the left nacelle tank, not smack-dab
half-way under the cabin aisle floorboards.
Assume that the crossfeed valve is open. That would
yield a single fuel line connecting the two nacelle tanks
together … a “common fuel manifold” providing fuel to
both engines. Also assume, for our discussion now that
both side’s electric boost pumps/standby pumps were
operating, were discharging into this common manifold.
If both engines were consuming fuel at an identical rate
– say, 300 pph (pounds per hour) or 45 gph (gallons per
hour) – would both nacelle tanks be decreasing their
fuel quantity at the same rate?
At first glance, it seems the answer should be, “Of
course!” But that is not correct. Let me explain. Modern
King Airs have no cockpit display of the discharge
pressure from the electric boost pump. However, that
Fuel Pressure gauge exists in the straight 90, A90 and
B90. The green arc of normal pressures on this gauge
goes from 15 to 50 psig … quite a wide range! Since the
purpose of this pressure is simply to prevent cavitation
of the high pressure, engine-driven pump, any pressure
in this large range does the job well. It would be highly
unlikely that both left and right pumps would have
identical discharge pressures. (In fact, that is likely the
reason why this gauge was deleted on the C90 and later
MAY 2019

models: It is bothersome to have all the other engine
gauges in close agreement and yet the fuel pressure
gauges reading very different values!)
If that crossfeed line – the common fuel manifold that
is feeding both engines – were fed on the left end by
20 psi and on the right end by 40 psi, what would happen?
No, the answer is not that the right would supply twice
as much fuel as the left. The correct answer is that the
right would supply all of the fuel that both engines are
consuming! Think of a tug-of-war game but this time
imagine pushing instead of pulling. The stronger side
always wins. The manifold, pressurized to 40 psi from
the right pump, would cause the left check valve to close
and thereby prevent any of the 20-psi fuel being sent
by the left pump from entering the manifold. The end
result is that the left boost pump’s impeller would merely
be spinning in its own fuel “wake” with no discharge
passing the closed check valve while the right boost
pump would keep filling the crossfeed line to replenish
what both engines were consuming from it. Using our
numbers above, the right nacelle quantity would be
decreasing at the rate of 90 gph while the left nacelle
quantity would be constant, not decreasing at all.
I hope this now makes it obvious why only one electric
boost pump can be operating during crossfeed operation.
You, the pilot, must control which pump is the stronger
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and which is the weaker by having one running and the
other not running.
“Uh, wait a minute, Tom. You are discussing a
situation in which both engines are consuming fuel
from one nacelle tank. But that is a violation of a POH
limitation. We can only crossfeed when an engine is
shutdown in flight!”
You are exactly right: Most POHs do indeed contain
this Fuel System Limitation. From an engineering design
standpoint, however, I am also right. Namely, the size of
the crossfeed line and the supply capability of the boost
pump allows for both engines to be fed from one side’s
nacelle tank. Please realize, as has been stated by me
in previous articles that the POH’s crossfeed limitation
comes from legal, not engineering, concerns. Let’s look
at this in a bit more detail.
Suppose that one day the FBO’s Jet-A truck breaks
down after it had topped the filler caps on the left side
but had not yet finished filling the right side. We are left
with, say, a 500-pound imbalance. The 300-series has
a 300-pound imbalance limitation and the C90B and
C90GT-series have a 200-pound limit. (Both of which,
in my opinion, are unnecessary.) For the other models,
we are still good to go with the 500-pound imbalance.
So off we go – with a little aileron trim cranked in – and
when safely in cruise we decide to balance the fuel. We
do this by crossfeeding, sending fuel from the side with
more fuel to both engines until the greater fuel quantity
equalizes with the lesser quantity. Step 1: Make sure
the electric pump on the feeding side is on. Step 2:
Open the crossfeed valve. Step 3: Make sure the electric
pump on the other side is off. Step 4: Monitor the fuel
quantity gauges over a period of at least 15 to 30 minutes
to verify that indeed the side with more fuel is going
down and the side with less fuel is not changing. Step
5: Keep monitoring fuel quantity and stop crossfeeding
when balance is achieved!
OK, I admit it. You caught me again, caught me in
not following the manufacturer’s checklist. Realize that
this article is meant to cover every King Air model. The
individual differences are many. For example, in the
F90-, 200-, and 300-series, moving the crossfeed switch
laterally toward the side to which you want to feed the
fuel not only should send power to the NC crossfeed
valve and cause it to open but also should turn on the
feeding side’s standby pump. It does not, however, turn
off the receiving side’s standby pump if it happened to
be already on. Another example of differences: In the
C90 and earlier style systems the pilot will definitely
have to turn off the receiving side’s boost pump since
it is normally running at all times. The E90, A100,
and B100 probably follow the procedure written above
most accurately.
But realize this, readers: There is never a Step 4 or
Step 5 in the POH and they are both critically important!
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There is absolutely no way to truly know that fuel is going
from the high side to both engines until the decrease in
the higher fuel level is confirmed! Does the POH address
this? No! Have you been taught this? Maybe.
As for Step 5, this is where most of the legal team’s
liability worries arise. Suppose that an asleep-at-thewheel pilot gets distracted and fails to stop crossfeeding
when balance is achieved. In fact, he forgets the fuel
panel totally and runs the feeding side’s nacelle tank
dry. Since this tank is feeding both engines, they both
quit nearly simultaneously! Darn! I hate it when that
happens!
“But wait!” says our hapless pilot. “I still have
fuel on the other side. I’ll use that to get the engines
running again!”
Quiz time: Is it easier for the engine-driven pump to
suck vapor (air) or liquid (fuel)? I think we can all agree
that the engine-driven pumps will draw air before fuel.
Only if we turn on the electric boost pump/standby pump
on the side with fuel remaining – so that our common
fuel manifold, our crossfeed line, is full of pressurized
liquid and no air – do we have a chance for an airstart
to be successful. Hard to do? No! A critical step that is
easy to overlook? Yes!
Now let’s review the “proper” use of crossfeed. Suppose
we are returning from Europe and on our leg from
Reykjavik to Goose Bay we lose oil pressure and shut
down the right engine. The airports in Greenland are
below minimums and we have enough fuel to continue
to Goose Bay. (By the way, in most cases our range
just went up, not down!) As we continue with only the
left engine running, the left fuel is decreasing while
the right fuel is remaining at the level it had when the
engine was secured.
When the left side gets down to, say, 500 pounds,
but with the right side still showing 800, we decide to
send the fuel from the right side to the left engine. Easy.
Right boost pump on, crossfeed open, left boost pump
off. Now the right fuel quantity starts decreasing and the
left fuel quantity does not change … just as it should.
A reminder: For you fortunate pilots flying a member
of the F90-, 200- or 300-series, the “right boost pump
on, crossfeed open” steps mentioned above are both
done by merely moving the crossfeed switch left toward
the engine we wish to feed.
“But wait, something’s wrong! The right fuel pressure
warning annunciator is still illuminated!” Relax. That’s
normal. When you conduct your first-flight-of-the-day
fuel panel checks it is correct for both left and right fuel
pressure annunciators to extinguish. But with the right
engine actually shutdown and all of the proper checklist
“cleanup” steps completed, the right Fuel Firewall Shutoff Valve has been closed. Thus, the pressure from the
operating pump cannot be felt at the pressure switch
MAY 2019

since it is mounted on the fuel filter
downstream of the shut-off valve.
So how do we know the right pump
is really pumping? For all of the
models with engine-driven boost
pumps, we don’t know … until
enough time has elapsed to confirm
that the proper side’s fuel level is
decreasing. (For the C90-style fuel
system – the system without enginedriven boost pumps – we know the
right pump is operating since the left
fuel pressure annunciator remained
extinguished after we turned off the
left boost pump.)
We fly for another couple of hours
and now the gauges read 500 pounds
left and 200 pounds right. We stop
crossfeeding and return to feeding
the left engine from its own nacelle
tank. Ah, there’s Goose Bay! We
make an uneventful single-engine
landing and now face the hardest
task … getting to the ramp on one
engine!
One last point to mention: Do not
worry about fuel being lost even

MAY 2019

if we failed to close the Fuel
Firewall Shut-off Valve on the
engine we secured. The condition
lever being in cutoff will prevent
any fuel from reaching the dead
engine’s combustion chamber and
then draining overboard.
I hope this review has been
enlightening. Questions? Please
write and ask them; I will be happy
to respond. KA
King Air expert Tom Clements has
been flying and instructing in King
Airs for over 46 years, and is the
author of “The King Air Book.” He
is a Gold Seal CFI and has over
23,000 total hours with more than
15,000 in King Airs. For information
on ordering his book, contact Tom
direct at twcaz@msn.com. Tom is
actively mentoring the instructors at
King Air Academy in Phoenix.

If you have a question you’d like
Tom to answer, please send it to
Editor Kim Blonigen at editor@
blonigen.net.
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A New Beginning –
Part Two
As the Second World War engulfed Western Europe and the
Mediterranean region, the Stearman Aircraft Company received massive orders
for its Model 75 primary trainer that would train thousands of cadets
and prepare America for a conflict it hoped to avoid.

B

by Edward H. Phillips

y 1936 the “New Deal” policies of President
Franklin D. Roosevelt and the United States
Congress were beginning to make life a little
better. Wall Street was still weak but stocks were trending
upward and trading was active, the banks had stabilized,
as had the national money supply, and people were
beginning to spend their hard-earned cash to further
stimulate the economy.

Aircraft Company factory was bursting at the seams
with orders for primary training biplanes worth an
astounding $450,000. The factory had never experienced
such a high level of activity since the halcyon days of
1929, and company president Julius E. Schaefer wasted
no time hiring more workers. In addition, he placed his
400 employees on a two-shift schedule in an effort to
meet rising demand and tight delivery dates.

The American aviation industry was slowly
experiencing a cautious resurrection with all-metal
airplanes such as the pioneering Boeing 247 and, in
particular, the Douglas DC-2 and DC-3 that established
a new technological benchmark for the airlines. Small
airframe and engine manufacturers also were benefiting
from the upswing in business. For example, during
the autumn of 1936 in Wichita, Kansas, the Stearman

In August 1936 the United States Army Air Corps
handed Schaefer an order for 50 Model A75L3 aircraft
designated as PT-13A, following up the existing order for
26 PT-13 trainers of which only half had been completed
when the new contract arrived. Three months later the
Air Corps exercised its option for an additional 30 PT13A biplanes and ended the year by signing for another
28 aircraft in December.

The PT-13 was powered by a Lycoming R-680 static, aircooled radial engine rated at 225 horsepower. The airplane
shown was undergoing evaluations by the Army Air Corps
at Wright Field, Dayton, Ohio, in 1935.
(Courtesy U.S. Air Force, AETC History Office)
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Demand for Stearman trainers,
however, was not limited to the
United States. By the mid-1930s
the export market was heating up,
too. In 1935 Argentina ordered 10
Model 76D1 for its navy, three Model
76L3 had been purchased by the
Philippine Constabulary Force in
March of that year, and in 1937 the
Brazilian air force plunked down
an order for 30 of the Model A76C3
(export version of the Model A75)
that featured a more powerful
radial engine and light armament
for ground attack missions.
It should be noted here that the
Stearman company was not alone
in achieving success. Walter H.
and Olive Ann Beech, who had
co-founded the Beech Aircraft
The PT-13B’s airframe was essentially identical to that of the PT-13A but was
Company in 1932, informed the
powered by a Lycoming R-680-11 engine. The photograph was taken at Wright
Wichita press that their workforce
Field in July 1940.
had built twice as many Model B17(Courtesy U.S. Air Force, AETC History Office)
series biplanes in 1936 as were
manufactured in 1935, and more
than 300 men and women were
on the payroll. Across town on Franklin Road, the
Cessna Aircraft Company was building an increasing
number of the four-place, nimble and handsome Model
C-34 monoplane. According to general manager Dwane
Wallace, the factory was approaching full capacity and
he anticipated that 1937 would be a banner year. The
Wichita Eagle newspaper reported that, “Wallace did
not hesitate in predicting that Cessna would double
the 1936 business during the coming year, based on
predictions of fast-growing demand for the speedy and
economical little plane.”1

Your Source for King Air Landing Gear

Stearman’s PT-13A trainers ships were powered by
nine-cylinder Lycoming R-680-5 static, air-cooled
radial engines rated at 225 horsepower. As the hot,
Kansas summer of 1937 settled in, the factory had
finally reached its maximum production capacity of
15 airplanes per month, or about one trainer every
other day.
Julius Schaefer knew that if additional orders were
received, the manufacturing facilities would have to
be expanded to keep pace with demand. In September
the Air Corps ordered another 20 PT-13A trainers, and
Army were quick to voice their approval of the Model 75:
“The primary training planes have proven to be highly
popular and efficient at the Randolph Field, San Antonio,
Texas, facilities. When the present contract is filled,
there will be 125 Stearman planes in service there, all
Wichita-built.” As production rates slowly increased, a
steady stream of Air Corps pilots traveled to the factory
almost every week to accept delivery of three aircraft at
a time and ferry the biplanes south to Texas.
MAY 2019
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As production of the PT-13A increased
during 1940, the Army Air Corps
specified a second engine supplier
to ensure uninterrupted deliveries of
trainers. The Continental R-670-5
radial engine (220 horsepower) was
selected, changing the airplane’s
designation to PT-17.
(Courtesy U.S. Air Force, AETC History Office)

During the autumn of 1931, Randolph Field became
the Air Corps’ primary training base. The flying schools
at March Field in California and Brooks Field in Texas
were relocated to Randolph along with 11 airplanes
from both airfields. By the late 1930s a majority of Air
Corps cadets came directly from civilian ranks, although
others were graduates of West Point or were line officers
that that had transferred to the Air Corps. In addition,
there were officers from the Army Reserve and National
Guard units who wanted to earn their wings. To qualify

as a flying cadet, applicants had to be between the ages
of 20 and 27, unmarried, a citizen of the United States
and had completed at least two years of college.
Life for a cadet was hard, particularly if he was a
civilian with no prior exposure to the military way of
doing things. In addition to hours and hours of closeorder drill and discipline during the first two weeks,
cadets underwent more than 340 hours of ground
instruction followed by eight hours of flight training.

De-icing Never Looked This Good

Ice Shield De-icing Systems offers wing boots, propeller boots, wire harnesses, and much more.
Offering guaranteed 48-hour delivery and first class customer service.
Ice Shield is a Faster, Better Smarter way to protect your aircraft from icing conditions.
For more information please visit our website www.iceshield.com or 800.767.6899
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Maneuvers that had to be learned
and demonstrated correctly during
that time included takeoff, landing,
straight and level flight, turns,
climbs, descents, glides, stalls,
spins and forced landings. If the
cadet mastered these, he would
be taught crosswind landings,
lazy eights and eights on pylons
followed by elementary aerobatic
maneuvers such as loops and rolls.
Many of the cadets learned
to ignore the Stearman PT-13’s
airspeed indicator, relying instead
on aerodynamic indications. As
one fledgling pilot recalled: “We
just didn’t look at the airspeed
instrument. A real pilot didn’t do
that. We just listened to the sound
of the wind in the wires. It was
very reliable. When it reached the
correct pitch (every airplane was
slightly different) the glide was
just right. Not too slow and not
too fast.” Typically, during his
time at Randolph Field a cadet
would receive 70 hours of flight
training. If he didn’t “wash out”
of the program and graduate, the
cadet transferred across the field
and began four months of training
in more powerful airplanes such
as the North American AT-6.
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The company ended 1937 in
the black but also had made
a substantial contribution to
the Boeing Aircraft Company’s
bottom line. Early in 1938 Boeing
officials reported a consolidated
net profit of $311,683 for a return
on investment of $0.51 cents per
share of stock. The company held
a backlog of unfilled orders worth
more than $14 million. Schaefer
reported that Stearman Aircraft
had delivered 91 airplanes in
1937, and Boeing had delivered 13
“Flying Fortress” heavy bombers
to the Army Air Corps and held
orders for another 26 of the fourengine monoplanes. In April 1938
Stearman Aircraft was renamed
the Stearman Division of Boeing
Aircraft Company, and by the end
of the year plans were underway
to expand both the facilities and
the workforce in Wichita. Fresh
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orders for the Model 75 and the export Model 76 kept
the production line humming with activity throughout
the year, and by December the Stearman Division had
delivered 46 airplanes and exported another nine for
total sales exceeding $1.2 million.
When 1939 began, the only problem facing Julius
Schaefer was how to create more space to build more
airplanes. His concern was valid. In September of that
year Germany had invaded Poland, prompting both
England and France to declare war on Adolf Hitler’s
Third Reich. In the United States, however, although
the general public was concerned about the invasion, a
great majority of Americans clung to their isolationist
policy and wanted nothing to do with “Europe’s war.”
Meanwhile, out west in Wichita, Julius Schaefer’s
chief concern was how to build more trainers for the
U.S. military. Time was of the essence. In fact, only
three weeks before the assault on Poland began, the U.S.
War Department had issued contracts worth more than
$688,000 for training aircraft, and if the Air Corps and
Navy chose to exercise an option for additional airplanes
that figure could increase to more than $2 million.2
By late 1939 the Stearman Division was swamped with
orders for the Model 73-, Model 75- and Model 76-series
aircraft and more orders were imminent. That autumn

the factory employed about 600 men and women and
there was no additional space for production. The only
choice was to expand the campus if parent company
Boeing Aircraft was to meet its contractual obligations.
It was, therefore, no surprise to Schaefer when, on Sept.
20, 1939, Assistant Secretary of War Louis Johnson
signed a contract for $3 million worth of Stearman PT13B primary trainers.
Under terms of the order, the Air Corps was buying
255 of the airplanes in an effort to accelerate pilot
instruction. The contract mandated that Boeing enlarge
the Stearman Division and hire hundreds of new workers.
“The contract is the largest ever received at the Stearman
plant and the largest ever signed by any Wichita airplane
manufacturer,” reported the Wichita Eagle Sept. 21,
1939. The reporter added that, “A certain amount of
rearrangements and conversion of plant facilities to
take care of business will be one of the first things on
the program.” Plans called for additional machinery to
be acquired and installed, and the final assembly line
reconfigured to optimize manufacturing throughput.
Schaefer added that he expected to hire and train at
least another 400-500 people in the next few months, but
stipulated that, “Only American citizens of undoubted
loyalty will be carried on the payroll.”
Fuselages for Army Air Corps PT-13A and Navy N2Sseries airframes were photographed in December 1940
as demand for the trainers increased significantly.
(Addison Pemberton)
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In the weeks that followed, every effort was made to
implement the changes necessary to boost production.
Chief among these was the immediate construction
of a large final assembly area costing $200,000 and
measuring 205 feet in length and 126 feet in width. It
was scheduled for completion in December with workers
occupying the floor space late that month. As of January
1940, the facility was fully operational.
The sudden surge in orders experienced by the
Stearman Division was only one example of the
tremendous boom in Wichita’s airframe manufacturing
industry. Local journalists speculated that 1940 could
be the year that the city’s aeronautical enterprise would
break the old record of building nearly 1,000 airplanes
in 1928. “Can this figure be claimed today and can it be
truthfully said that the aviation industry here is at an
all-time high in productivity,” one newspaper reporter
asked. He speculated further that additional orders for
Stearman, Beech and Cessna airplanes were anticipated
and that workers at all three plants, as well as at smaller
companies and subcontractors in Wichita, were laboring
at a fever pitch to deliver aircraft to the U.S. military.
As the war in Europe intensified and diplomatic
relations between the United States and the Empire of
Japan became increasingly strained, President Franklin
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In 1940 U.S. Navy N2S-series trainers were
photographed during final assembly in the new
facility built at the south end of the factory.
(Courtesy Archives of the Wichita Area Chamber of Commerce)
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Cuba bought seven Model
A73B1 airplanes in 1939-1940,
powered by Wright J6-7 radial
engines. Export sales were an
important part of the Stearman
Division’s sales success.
(Courtesy Archives of the Wichita Area Chamber
of Commerce)

D. Roosevelt called for increased defense funding to the
staggering tune of $5 billion, with much of that figure
dedicated to building weapons of war and military
facilities. Management of the Stearman Division was
implementing more plans for expansion that would
greatly increase productivity. That expansion could come

none too soon as in June 1940, the U.S. Navy signed a
contract worth $3.7 million for hundreds of N2S-2 and
N2S-5 biplanes, all of this occurring amid frantic efforts
to complete hundreds of PT-13-series ships already on
order for the Army Air Corps.
When August rolled around,
the factory had 1,100 “American
citizens of undoubted loyalty” on
the payroll working two, eight-hour
shifts, six days a week. In September
another 300 people were hired and
a three-shift schedule put into
effect that struggled to keep pace
with delivery schedules. At that
time the factory was completing
a new PT-13 or N2S every three
hours, but the goal was five ships
per day.
Julius Schaefer’s headaches,
however, only got worse Sept. 16,
1940, when the War Department
announced that the Stearman
Division would be given a contract
worth more than $6.3 million for
hundreds more primary trainers
for the Army Air Corps. The order
was one of five handed out that day
to the Boeing Aircraft Company,
the Glenn L. Martin Company,
Douglas Aircraft Corporation and
the Lockheed Aircraft Company,
aimed at completing the War
Department’s modernization
program to acquire more than
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14,000 new airplanes. In addition to the Stearman
order, Beech Aircraft was handed contracts for military
versions of the Model D17S and twin-engine Model
C18, and Cessna Aircraft had orders to build hundreds
of AT-8 multi-engine trainers. As a result of all that
activity, as of September 1940, Wichita’s three major
aircraft builders were scrambling to manufacture $40
million-worth of “warbirds.”3
From 1939 to 1941 the Stearman Division had
received orders from the Army Air Corps for 275 PT-13A
trainers, followed by 255 PT-13B and PT-13C (operated
as instrument flight trainers), as well as 250 N2S-1
aircraft ordered by the U.S. Navy. As the fateful year
1941 dawned, Julius Schaefer and his growing army of
workers were rolling out a new Model 74 every 90 minutes
or as many as 12 per day. Army and Navy pilots were
ferrying up to 10 new airplanes at a time to training
fields that were popping up all across the United States.
By July 1941, more than 12,000 people in Wichita
were engaged in the manufacture or support of warplane
production for the United States, Great Britain and its
empire. As 1941 drew to a close, however, it had become
apparent to a majority of Americans that the war raging
in Europe, coupled with Japanese aggression in China
and its military buildup in the Western Pacific Ocean,
would eventually draw the United States into another
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bloody, global conflict.

KA

Notes:
1

Wichita Eagle, Dec. 27, 1936, Page 5.

2

While Poland was fighting desperately for its survival, thousands
of miles to the west the Stearman Division was busy completing
orders for the Air Corps and Navy and the Brazilian government.
The latter had placed orders for $300,000-worth of Model A76B3
aircraft destined for Cuba, and the Philippine government contracted
for 18 Model 76D3 biplanes that cost $355,000.

3 As the number and size of aircraft production facilities grew in Wichita,

so did demand for workers. A survey of aviation companies operating
in the city found that, as of October 1940, there were 3,782 people
employed by the three major manufacturers. Future estimates put
the number of workers at more than 8,000 by January 1941. That
month the Stearman factory would undergo a massive increase in
employment to more than 4,000 men and women, increasing to
6,500 in June.

Ed Phillips, now retired and living in the South, has
researched and written eight books on the unique and
rich aviation history that belongs to Wichita, Kan. His
writings have focused on the evolution of the airplanes,
companies and people that have made Wichita the “Air
Capital of the World” for more than 80 years.
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FlightSafety and TRU Partner to Provide
Textron Aviation Training
FlightSafety International and TRU Simulation +
Training, a Textron Inc. company, have formed a new
company called FlightSafety Textron Aviation Training.
This new joint venture will provide training services for
Textron Aviation’s broad product line of business and
general aviation aircraft.
“We’re pleased that FlightSafety Textron Aviation
Training will offer our customers more flexible training
options,” said Textron Aviation Senior Vice President
of Global Parts and Programs Brad Thress. “Textron
Aviation has customers all-around the world, and
they deserve best-in-class pilot and maintenance
training programs. This combination of FlightSafety
and TRU Simulation + Training assets, capabilities,
and courseware better supports our customers’ global
training needs.”
Brian Moore has been named CEO of FlightSafety
Textron Aviation Training. “Brian is highly experienced
and a very capable leader, and the best choice to lead this
very important new company,” said David Davenport.
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Moore joined FlightSafety more than 20 years ago and
has held positions of increasing responsibility since
then, including Manager of the FlightSafety Wichita East
Learning Center, and most recently Executive Director
of Operations.
FlightSafety Textron Aviation Training will offer
training for 48 Cessna, Cessna Citation, Beechcraft,
Beechjet, King Air and Hawker aircraft models at 16
locations, using a fleet of 89 simulators.

Garmin® introduces the GTX 335D and
GTX 345D ADS-B Diversity Transponders
Garmin has announced the GTX™ 335D and GTX
345D, two diversity transponders that provide optimal
Automatic Dependent Surveillance-Broadcast (ADS-B)
Out coverage and visibility while operating throughout
the global airspace system. The GTX 335D offers ADS-B
Out, while the GTX 345D provides ADS-B Out, as well as
ADS-B In traffic and weather for display on compatible
avionics and mobile devices. Remote-mount versions are
also available. The GTX 335D/GTX 345D are intended for
qualifying aircraft that may prefer or require a diversity
solution, while also meeting or exceeding global ADS-B
airspace requirements.
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The GTX 335D/GTX 345D
utilize two antennas mounted on
the top and bottom of the aircraft,
providing superior operational
coverage. As opposed to having
a single antenna that is mounted
on the bottom of the aircraft,
diversity antennas help reduce
antenna “shading” caused when
the aircraft turns or maneuvers.
Diversity antennas also improve
line-of-sight visibility and allow the
transponder to more robustly send
and receive ADS-B transmissions
from other participating aircraft,
further improving visibility while
operating throughout the global
airspace system.

Garmin Pilot™, FltPlan Go and
ForeFlight Mobile applications,
as well as other third-party
avionics. Display capabilities vary,
visit the Garmin website for full
compatibility details.

Select G1000®, G1000 NXi and
G3000™-equipped aircraft have
an elegant and simple path to
incorporate a diversity transponderbased ADS-B solution using the
GTX 335D/GTX 345D. A remotemounted version of the GTX 335D
or GTX 345D takes the place of the
aircraft’s transponder and interfaces
with the aircraft’s existing WAAS
position source to meet ADS-B Out
requirements. The GTX 345D is
capable of displaying various ADS-B
In benefits, including subscription
free Flight Information ServiceBroadcast (FIS-B) weather1 and
ADS-B traffic on the primary flight
display (PFD) and multi-function
display (MFD).

The GTX 345D unlocks more
capabilities for pilots by displaying
ADS-B traffic and FIS-B weather
on compatible products in the cockpit. Exclusive features such as
TargetTrend™ and TerminalTraffic™
further enhance the display of traffic within Garmin products. The
GTX 345D also includes a dual-link
ADS-B receiver that provides pilots
with a complete picture of ADS-B
equipped traffic. The GTX 345D
may be integrated into the aircraft’s
audio panel to provide ATC-like
audible alerts, such as “Traffic: 10
O’Clock, same altitude, 2 miles”
to help pilots keep their eyes outside the cockpit when looking for
traffic. FIS-B weather products include NEXRAD, METARs, TAFs,
PIREPs, winds and temperatures
aloft, NOTAMs, AIRMETs and SIGMETs. New FIS-B weather products,
including lightning, turbulence, icing (current and forecast) and cloud
tops are currently capable of displaying on Garmin Pilot and the
aera 660. Additional Garmin display
compatibility with these new FIS-B
weather products is expected later
this year.

In addition to integrated flight
deck compatibility, the GTX 335D/
GTX 345D interface with a variety
of other Garmin avionics, flight
displays and mobile devices. These
include the GTN™ 650/750 and
GNS™ 430W/530W navigators,
the G500 TXi/G600 TXi/G700 TXi
and G500/G600 flight displays, as
well as the aera® 796/795 and aera
660 portables. These transponders
are also compatible with the

The GTX 335D and GTX 345D
ADS-B transponders have received
Technical Standard Order (TSO)
authorization from the Federal
Aviation Administration (FAA) and
deliveries for select installations
began in early April. Garmin will
have an updated Aircraft Model
List (AML) Supplemental Type
Certificate (STC) in late Q2 2019
comprising of hundreds of aircraft
makes and models. The GTX 335D
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Come See Us at

MAIN AIRCRAFT DISPLAY
Lot 168

WINDOW POLISHING

SERVICES
Available During
EAA AirVenture 2019

PRE-SCHEDULE YOUR
TIME SLOT BEFORE JULY 15!
Simply e-mail
Oshkosh@leeaerospace.com
for your appointment with
Your Aircraft Window Experts

T H E

V I S I B L E

D I F F E R E N C E

1.800.379.6840
www.LeeAerospace.com

KING AIR MAGAZINE •

35

VAL UE

K A A DDE D

and GTX 345D are available for a list price of $6,495
and $7,9952 respectively. For additional information
regarding the industry’s most comprehensive line of
ADS-B solutions, visit: www.garmin.com/ads-b.
1
2

Limited to coverage in the United States.
Price quoted does not include installation.

Raisbeck Expands Dealer Network in Texas
with Aerospace Instrument Support
Raisbeck Engineering, Inc. (REI) announced that
Aerospace Instrument Support Inc. (AIS) has joined
Raisbeck’s global network of Authorized Dealers. Located
at the Denton Airport in Denton, Texas, Aerospace
Instrument Support specializes in providing aircraft
maintenance and avionics installation/support as well as
major aircraft modifications for business class aircraft.
AIS recently completed modifications of 10 factory
new King Air 250s equipped with REI systems. “These
mods were done in rapid succession and allowed us to
perfect our process and deliver an excellent product with
as minimal downtime as possible,” said Andy Johnson,
AIS President. “Raisbeck’s support and commitment to
quality during this project was unmatched and we are
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proud to be offering their product lines to our current
and future customers.”
For more information about Aerospace Instrument
Support, contact Adam Johnson at (940) 566-8079 or
go to: Ais-inst.com.

Baker Aviation Now Dealer for BLR
Aerospace King Air Upgrades
Baker Aviation, a full-service aircraft maintenance,
management and charter company in Fort Worth,
Texas, announced it is now a recognized dealer for the
BLR Aerospace line of King Air winglets, winglet LED
upgrades, de-ice boots and Whisper Prop® products.
The company said they continue to look for ways to
provide more value-added services to their customers
and the innovative BLR performance enhancing products
will support their rapidly growing King Air community.
Baker Aviation will now sell and install BLR products
to owners and operators of King Air 90, 200, 250, 300
and 350 aircraft.
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Technically...
From Textron Aviation Technical
Information Notification
TCAS Fly-to Cue Display Non-Compliance on Pro
Line Fusion
Date: April 11, 2019
Collins Aerospace announced a potential conflict
between displayed indications and TCAS aural cues
on King Air 250s/350s and Citation CJ3s. The TCAS
Fly-to Cue indication on the primary cockpit displays
may conflict with other TCAS system information (e.g.,
aural cues) during a Resolution Advisory (RA) scenario.
Collins is working with the appropriate aviation
authorities to validate and install software changes
needed to correct the issue. In the meantime, you will
need to take action to mitigate operational disruptions.
The King Air 250/350 Aircraft Flight Manual
Limitations sections are being updated to direct
operators to use Traffic Advisory (TA) mode only, which
disables the RA function and makes the aircraft TCAS I
capable. TCAS I will function normally, issue appropriate
interrogations, perform all tracking functions and issue
TA aural and display indications. Only the RA display
and aurals will be disabled. Please refer to OPSB 0193-19
for instructions on how to disable the RA mode or to
confirm your aircraft is impacted.
For non-FAA registered aircraft, or aircraft op
erating outside of the U.S., operators should consult
with their local aviation authority to determine if
operating exemptions will be required. For example, to
comply with EASA TCAS II mandates for aircraft above
5700kg maximum certified takeoff mass (MCTOM),
operators in EASA regions need to request and obtain a
TCAS II exemption from the aviation authority that their
aircraft is registered within. Additional information and
recommended actions for applying for TCAS exemption
will be communicated to customers directly through
Collins representatives.
You will be notified when Collins has software available.
For more information, please contact your regional
Collins Avionics Support Engineer or the main Collins
Avionics Customer Support Center at customersupport@
rockwellcollins.com or (319) 295.5000.
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Alternatively, you can contact your Textron Aviation
team for support:
== Team Turboprop at teamturboprop@txtav.com
or (316) 517.9355
If you have any questions or comments regarding this
[information], please contact txtavsupport@txtav.com.

From Mandatory Service Letter
MTL-30-01
Ice and Rain Protection – Inertial Vane Control Journal
Verification
Date: April 1, 2019
Effectivity: King Air B300, Serial Numbers FL-1079 thru
FL-1089 and FL-1091 thru FL-1100; King Air B300C,
Serial Number FM-71
Reason: The bushings in the 101-910114-13 and 101910114-135 levers in the anti-ice control shaft assembly
were not built to specifications on some units. When
assembled the 101-910114-75 and 101-910114-77 journals
were ground down to fit. This removed the cad plating
and paint protecting the steel rod. The absence of this
protection exposes the journal rod ends to corrosion
and potential failure of the anti-ice system.
Description: This service document provides parts
and instructions to inspect the forward and aft shaft
assemblies of the engine inertial anti-icing system.
Compliance – MANDATORY: This service document
must be accomplished within 12 months from the date
of receipt.
A service document published by Textron Aviation
may be recorded as completed in an aircraft log only
when the following requirements are satisfied:
1. The mechanic must complete all of the in
structions in the service document, including
the intent therein.
2. The mechanic must correctly use and install all
applicable parts supplied with the service document
kit. Only with written authorization from Textron
Aviation can substitute parts or rebuilt parts be
used to replace new parts.
3. The mechanic or airplane owner must use the
technical data in the service document only as
approved and published.
4. The mechanic or airplane owner must apply the
information in the service document only to aircraft
serial numbers identified in the Effectivity section
of the document.
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5. The mechanic or airplane
owner must use maintenance
practices that are identified as
acceptable standard practices
in the aviation industry and
governmental regulations.
No individual or corporate org
anization other than Textron
Aviation is authorized to make or
apply any changes to a Textron
Aviation-issued service document
or f light manual supplement
without prior written consent from
Textron Aviation.
Textron Aviation is not responsible
for the quality of maintenance
performed to comply with this
document, unless the maintenance is
accomplished at a Textron Aviationowned Service Center.
The above information may be
abbreviated for space purposes.
For the entire communication, go
to www.txtavsupport.com.

Pilots N Paws

®

is an online meeting place for
pilots and other volunteers
who help to transport rescue animals by air.
The mission of the site is to provide a userfriendly communication venue between those
that rescue, shelter, and foster animals; and
pilots and plane owners willing to assist with
the transportation of these animals.
Joining is easy and takes just a
minute of your time.

www.pilotsnpaws.org
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He’s not a pilot but when
you need to talk about
aviation marketing, John Shoemaker
speaks your language. And more
importantly, he listens.
Call him today and find how
the publications he serves, and the
markets they reach, can help your
aviation related business grow.
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john.shoemaker@
vpdemandcreation.com
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