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by Steve Quigg
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I am a Flight School.

I am an A&P Mechanic.

I am a Flight Instructor.

| am a Bush Pilot’s Wife.

I am a Director of Flight Operations.

I am a Pilot Seeking a Career Overseas.
I am a Mission.

| am a Student Pilot.

I am an Academic Dean.
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Air Traffic Control Simulator

Airport. Its fully accredited School of Aeronautical Science offers a
complete spectrum of aviation training from the traditional (flight
and maintenance) to the cutting edge (Aviation Management, Air
Traffic Control, and Aircraft Design).

There were seventy-some participants from a wide variety
of missions, training schools and interested organizations and
individuals. Virtually every segment of the mission aviation
spectrum was represented, from the youngest student pilot to the
oldest grizzled veteran; from the outfits that transform aluminum
and steel into incredible performance machines to the incredible
outfits that use those flying machines to transform lives; from
mission pilot wannabees to the schools which can make that
vision a reality; from the missions that have suffered the worst
of accidents to the organization committed to helping keep such
disasters from ever happening again. They were all there.

Mission Aviation Accident Direct Costs

providers now offer valuable discounts to IAMA members.
Likewise, the traditional IAMA conference sessions of old have
been transformed by the addition of professional level tutorial
sessions from simple “family reunions” into “the place to be” for
quality training. Tutorials this year included Leadership Training
(led by Ron Maines), Advanced Aerodynamics (Clarke McNeace,
cover photo), Effective Fund-raising (Tom Kemner), Safety
Management Training (Larry Heintz), Advanced Maintenance
(LeTourneau U. & Covington Aircraft Engines), and Effective
Initial Flight Training (Lauren Bitikofer and Jim Conrad). To get
all that training on the open market would easily cost north of
$10,000. For IAMA members, it came free of charge. All in all,
TAMA is rapidly becoming the “go-to” place for all things related
to missionary aviation.

There were some profound moments during the JAMA
conference itself. MSI showed a recap of the 2010 mission aviation
mishaps, reviewed the hazardous attitudes developing within
mission aviation, and led an interactive “investigation” of a recent
mission aviation accident. A diverse panel of students, recruiters
and educators discussed how to effectively work and interact with
the iY Generation. A presentation on flight training discussed the
research being done on student transitions between steam and
glass cockpit displays. Various speakers challenged the audience
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The TAMA of today isn’t the IAMA of ten years ago either.
With a new Executive Director in the person of experienced
missionary aviator Michael Stroh and an energized Board with
wide mission aviation representation, IAMA is providing far more
leadership, information, services and access to its members than
ever before. Its website and web portal for connecting mission
aviation seekers with mission aviation schools and end-users
are first class. Its relationship with the Mission Aviation Support
Associations at EAA AirVenture and Sun N Fun provide cost-
effective publicity opportunities for JAMA members at those two
popular events. And several aviation manufacturers and service

to spiritual excellence. A “terrorist” “abducted” one of the wives
in the audience. The list goes on. But you know what made this,
and all TAMA conferences, truly remarkable? It's the opportunity
to mix and talk and interact with scores of people who love flying
almost as much as they love the Lord. Such connections take one
to places planes can’t go, and those relationships will hang around
long after the notes and handouts from the conference go the way
of all material things.

I am a Director of Maintenance.
I am a Person with a Vision.

I am a Teacher.

| am a Safety Consultant.

I am a Missionary Pilot.

I amIAMA.
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he week of March 28 to April 3, a host of aviation people

descended on the Lakeland Linder Regional airport in
Lakeland, Florida for the annual Sun N Fun International Fly-in
and Expo.

Once again, missionary aviation had a presence as several
missions and schools participated as exhibitorsin a shared tent made
possible by the efforts of Mission Aviation Support Association-
Florida (MASA-FL). This year, the International Association of
Missionary Aviation (IAMA) coordinated the exhibit tent, with
seven participants: MAE, JAARS/SIL, NTMA, MSI, Agape Flights,
Hobe Sound Bible Institute, and Harvest Aviation.

MASA-FL, working closely with area churches and some local
sponsoring businesses, organized housing, speaking engagements,
and meals for all the missionaries. Moody Radio Florida broadcast
live from the display tent each morning for several hours,
interviewing a number of the missionaries live on the air.

All pictures in this article courtesy
of Jon Egeler and Stan Schmoe

JAARS had a Helio Courier doing flight demonstrations, an-
other one on static display along with a Robinson R44 helicopter,
and a plastic boat towed by a motorcycle. The boat was designed to
be used in Africa by translation helpers, and was powered by a small
engine. It could be towed by the motorcycle over land, and then the
motorcycle would be put in the boat for the water crossings. I think

the boat drew as
much attention as -
any of the aircraft!
MATF featured
a flight simulator
of a  Kodiak
landing on a very
steeply sloped
airstrip. Agape
had their Embraer
Bandeirante on
display, and lots
of people had a
lot of questions
answered. vy
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not all Fu n Things  went  well  until

Wednesday, when the food tent blew
over in strong winds. This was just a foretaste of what was to come
at noon on Thursday, March 31, when a tornado hit the airport.
Severe thunderstorms had been predicted, but were passing north
of the airport, when suddenly someone told us to close up the
exhibit tent, as a tornado had been spotted nearby. There were
about 20 people in the tent, and we hurriedly fastened the sides
of the tent, but it was raining very heavily and the wind picked up
before we could finish. Soon the rain was traveling horizontally,
the visibility dropped to a few feet, and the thunder was almost
drowned by the sound of the wind. We all held on to the tent poles
as the tent tried to lift off with all of us hanging on. Within a few
minutes, the storm subsided, and we looked out to see collapsed
tents all around, with many aircraft flipped over and damaged.

In all, over 60 aircraft were heavily damaged or destroyed, in-
cluding a JAARS Helio Courier and an I-Tec CH-801. Amazingly,
not one person was seriously injured or killed, even though many
buildings and shelters were destroyed or heavily damaged. The
grounds closed early, and a huge overnight cleanup effort took place

to allow the
reopening
the  next
morning.
Friday’s
main  ob-
stacle was
the deep
mud in the
parking
area, where
many cars
(including

mine) got stuck. After a bit of a slow start on Friday morning, the
crowd started to pick up again, and Saturday and Sunday were busy.

Events such as these generate a lot of interest. Some people
came by just to see what missionary aviation was all about. Others
wanted to see how they can get involved. Others are looking up
friends and acquaintances. For MSI, it was a valuable time to recruit
volunteers ranging from engineers working on the Boeing 787
program to military pilots to retired airline personnel. We also were
able to get the word out to many more people about MSI’'s ministry,
and we even fit in some research on new safety developments.

We are grateful to the many volunteers who so selflessly gave
of themselves and their resources to make it possible for MSI to
participate in this event, and we look forward to being a part of Sun
N Fun next year, hopefully without the tornados!

by Jon Egeler




High on Approach. .. From the Files

his accident happened to a single engine Cessna 206 in

mountainous terrain on a low altitude one-way airstrip
approximately 1,600 ft. long and 100 feet wide. The airstrip had
an average upslope of 1.5 degrees. Landings were always made
upslope and departures downslope. There was a slight dog-leg to
the left near the upslope end of the runway. The clay runway was
generally covered with grass.

The Cessna 206 was a Robertson STOL conversion, allowing
for safe flight at lower airspeeds, yet with good controllability. Some
aircraft flying into remote airstrips have cross-hatched grooves cut
into the tires for better traction on the runway surface. However,
the accident aircraft did not have this modification. The aircraft
carried a full cargo, but no passengers. Since the flight was short,
fuel was reduced so that the maximum cargo could be carried. The
aircraft was at maximum authorized weight limit at take-off for the
26 minute flight.

Near the time of the accident occasional rain showers were
occurring, but otherwise there was good ceiling and visibility.
However, if the surface were wet, braking effectiveness was known
to be degraded about 15%.

The experienced pilot had almost 3,000 hr. flight time and
over 1,500 hr. in the accident aircraft, including 45 hours in the
prior 30 days. He was also assigned to shop duty when not flying. He
had been scheduled to fly a twin engine Cessna 402 the morning of
the accident, however the night before he had been rescheduled to
the Cessna 206 instead. This resulted in the pilot facing a planned
11 hour duty day with multiple take-off’s and landings—all with
no prior preparation for such an extensive work day. However,
the schedule did include the option of overnighting at one of the
airstrips in case the flights could not be completed during the 11
hour duty time. Weather conditions early in the morning delayed
the start of the flight three hours and the pilot was reconciled to not
being able to complete all the flights scheduled for that day.

Performance charts were required, specific for each aircraft
type operating on airstrips in this country. However, not all charts
contained the latest or most accurate information, and the airstrip
chart only specified “short final” as the missed approach point (MAP)
without referencing a point on the ground. There was a river not
shown on the chart that was included on another operator’s chart
as the MAP. The pilot had landed at this airstrip several times in
previous years, and had made one landing at the airstrip the day of
the accident. Preparing for his second landing, the pilot received
the altimeter setting from an air traffic control center about 150
miles distant. Subsequent to the accident, the altimeter setting was
determined to have resulted in the aircraft being 130 ft. higher than
the altimeter indicated.

On the second landing, with a 4 to 6 knot tailwind, the pilot
encountered rain on the windshield. After passing the Missed
Approach point for a go-around, the pilot noticed he was high,
lowered the nose and retracted flaps to get on the ground and
brake. The aircraft touched down, skipped and touched down
again. Braking was poor. The pilot saw that he could not stop
before running out of runway and attempted a left ground loop.
The aircraft changed heading about 90 degrees but kept sliding
down the runway sideways, went through a row of bushes off the
end of the runway and dropped about 3 ft. on sloping terrain. The
aircraft came to rest on both main gear but tail high with the nose
gear sheared off. One propeller blade dug about 18 inches into the
ground. The nose gear, right wing and right main gear suffered

major damage. The pilot exited the aircraft with no injuries, there
were no injuries to ground personnel and there
was no post-accident fire.

Jay Hopkins’ Analysis

We start with a well qualified, current and
presumably competent pilot. While this
pilot had recently been assigned to work in the
shop in addition to his flight assignments in
the single engine Cessna 206 and twin engine
Cessna 402, we have no indication that this had
any impact on the pilot that day. However, in general, management
needs to be very careful about loading other duties onto a pilot, and
they should carefully monitor the situation to ensure that the pilot
is getting plenty of rest and does not end up rushing his preflight
planning duties because of his other obligations.

The error chain started with the last minute change to the
flight schedule. This resulted in the pilot arriving Monday morning
with no prior planning for the flight. On top of that, it was going
to be a long day, and the pilot was not very familiar with this strip.
That should have set off warning alarms in the pilot’s head that he
needed to be extra careful and detailed in his preflight planning.

However, even though the departure was delayed by over
three hours, it appears that the pilot had not studied the airstrip
chart or done any performance calculations for landing at that
strip. Even if he had studied the strip chart, it did not clearly
reference the Missed Approach Point (MAP) to a feature on the
ground, and was missing other important information. Also, the
“slippery when wet” note really belonged under Braking, where
it would have stood out more than it did in the Remarks section.
If the pilot had reviewed the performance charts, they also would
not have had all the pertinent information he needed, such as the
increase in landing distance with wet grass.

Due to the late departure, the PIC decided it would be an
overnight trip, removing the pressure to hurry in order to get
home on time. With everything going smoothly on the first four
landings, the pilot was likely in a “business as usual” operational
mode. He had even done a landing at the accident strip, so he was
once again familiar with that strip, when it was dry. Usually a “light
rain shower” is no big deal, but when the landing surface is grass
and clay that gets very slippery when it is wet, that light rain shower
can become deadly.

The next link in the accident chain was the erroneous
altimeter setting which put the pilot 130 feet higher than expected
on final, with perhaps just a bit more airspeed than desired. Throw
in the higher ground speed from the 6 knot tailwind and possible
extra lift when the tailwind quit near the ground, and you have an
airplane with quite a bit more energy than anticipated or desired.
On a long paved runway this would have meant turning off further
down the runway. On a short strip that is as slick as ice, it spells
disaster.

This accident illustrates the importance of having a policy that
every pilot must do at least one operational go-around each month.
This one policy change would do more to reduce the accident rate
in missionary aviation than anything else I can think of. It would
force pilots to practice a go-around every month on an operational
flight, thus keeping pilots in a go-around mindset and breaking the
runway fixation we can so easily fall into.




When this pilot began to feel like he might be “a little high”
on approach as he was tilting his head to try to see out of the corner
of the windshield, I can almost guarantee the pilot would have
thought, “You know, this would be a good time to do my monthly
go-around!” A simple, straightforward go-around, a trip or two
around the pattern until the rain shower dissipated or moved off, an
“on the numbers” approach, and the pilot still probably would have
had an exciting time getting the airplane slowed down, especially
with the bald tire. However he could have stopped on the runway
rather than sliding sideways off the end into the bushes.

LESSONS LEARNED:

1. Review airstrip charts for details, accuracy and
completeness.

2. Ensure performance charts have all pertinent information
a pilot needs.

3. Require pilots to check the strip and performance charts and
do a risk analysis using AESOP before every takeofft and landing.

4. Require pilots to perform at least one operational go-
around each month. (Operational means a normal line flight, not a
training or currency flight.)

5. When you get that funny feeling on final that something is not
right, go-around before you reach the MAP. A couple of go-arounds a
month are better than even one trip off the end of the runway.

6. If things arent working out as hoped, it is better to be
patient and stick with the recommended procedures rather than
attempting desperate measures with unknown and potentially
adverse results. Retracting the flaps put the airplane into a
minimum drag configuration, and the ground loop could have
easily resulted in the airplane flipping inverted, resulting in much
more serious injuries and damage.

OO OO OO OO

March in Spokane

n March MSI conducted a Safety Seminar hosted by Moody
Aviation in Spokane, Washington.

Several outstanding and highly qualified volunteers assisted
the MSI staft as presenters. Eldon Anderson, the Western Regional
Sales Manager for the Michelin Aircraft Tire Company, gave very
informative presentations on the care and maintenance of aircraft
tires. Many came away with a better understanding of the factors
affecting performance and longevity of our tires.

Mike Childers, a Senior Air Safety Investigator with Lycoming
Engines and assigned to the northeast region of the United States
since 2004, gave presentations relating to the investigation of
accidents in which the aircraft involved were equipped with
Lycoming Engines.

Col. Jack R. Lousma, USMC (Ret.) an officer in the U.S.
Marine Corps for 25 years, was a jet attack pilot, a reconnaissance
pilot, and a NASA astronaut. He spent several months aboard
Skylab, America’s first space station and also commanded the space
shuttle Columbia. His commitment to the Lord was evident as he
enthralled the audience with his experiences and the importance of
safety at all levels of aviation.

Of course our own Jon Egeler and Steve Quigg added their
expertise with presentations on “adherence to rules”, “survival” and
“human factors” as they relate to safety.

by Glen Ferguson

Sharing Wealth

We are not talking about money; rather the wealth of
experience. It is always a blessing when MSI can assemble a
top notch team of experienced aviators to help us with conducting
Safety Audits. This spring was no exception as our team descended
upon Moody Aviation and Spokane Turbine Center (STC) in
Spokane, Washington.

Moody Aviation is in the business of training young
professionals to become future missionary pilots and mechanics. The
staff at Moody is a highly trained group of experienced pilots and
mechanics with a heart for missions and the young people they serve.

STC is located steps away from Moody and is a facility
that provides first class pilot training on the new Quest Kodiak,
a turbine powered STOL (short take-off and landing) aircraft. In
addition, they train the aviation staff from many of the mission
organizations on how to operate the Garmin G-1000 computer that
manages the aircraft systems as well as how to maintain and inspect
the PT6 turbine engine.

Our team consisted of John Marselus—Assistant Dean of
Flight Operations at Liberty University and a retired Air Force
Colonel, Sean Fortier—Assistant Dean of Aviation at LeTourneau
University, Glen Ferguson—JAARS pilot on-loan to MSI, Steve
Morrell—Retired Airline Captain, and the MSI staff of Jon Egeler
and Steve Quigg. When you get a cross-section of volunteers with
the experiences like John who flew the A-10 and F-15, held 4
command positions, and won the award for being top fighter pilot
in the Air Force; Steve with his experience of flying airliners and as
an aircraft accident investigator; Glen with his many years of flying
on the mission field in Brazil; Sean leading the training efforts of
young aviators at LeTourneau University; it is a winning formula
for success for all involved.

I had the privilege of leading this high caliber team. From
the start it was evident that these were going to be special events. I
will add that our team dinners in the evening were also eventful as
many stories were shared and we learned much from each other’s
experiences.

MSI’s role in these Audits was and is to promote safety,
security, and operational excellence within the mission aviation
community and related agencies. We have the unique ability to
do this with the exceptional experience of our volunteers. For me
personally, it was fun to watch the interaction of the volunteers
with the staff and students at both Moody and STC as they worked
through the many items on our checklists to ensure the health of
the organizations. For team participants from Moody, Liberty, and
LeTourneau schools, it was a chance to share with each other on
their approach to training, curricula, etc.

Yet with all of that said, there is one winning formula and
that is that each person exhibited a passion for excellence and
Christlikeness, and I have no doubt that it was passed on to
everyone we had the privilege to work with.

by Stan Schmoe

Mission Safety International can only be as effective as the
excellence of each volunteer on MSI Teams serving both in
the US and overseas. Should you sense that your expertise
could be used in the furtherance of mission aviation safety,
please don’t hesitate to contact Jon Egeler at 423-542-8892
or at www.msisafety.org. Letters may be sent to MSI at 328
East Elk Avenue, Suite 1, Elizabethton, TN 37643-3351
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Leadership Failures

here must be thousands of books written on the need

for good leadership. The importance of having good,
effective leaders is certainly obvious to most anyone. Yet
when it comes to our daily operations, we sometimes fail
to take the steps necessary to ensure that good leaders are
in place.

When MSI conducts a Safety Audit, we look at the
entire operation of an aviation program. During the course
of our audits in the past few years, we are finding more and
more leadership issues. Perhaps goals and objectives are
not clearly understood or communicated. Perhaps com-
munication is not happening effectively. Perhaps duties
and tasks are not being delegated to competent people.
Perhaps effective supervision is not taking place, or expec-
tations are not defined. Perhaps there is a lack of organiza-
tion. Any of these or other issues can severely hamper the
smooth operation of an aviation program, and have a big
impact on the safety of the operations.

The question we keep asking is “why are we seeing so
many of these issues?” In many cases, I believe the answer
lies further up the chain in the organizational structure.

Most every manager or supervisor that weve
encountered with these issues are good people, with the
best of intentions. They truly want to do a good job, are
highly motivated, and want to see their team succeed.
However, in most cases, they have not received the
training and tools they need to be truly successful in their
leadership role.

The mission community seems to be especially weak
in identifying people with leadership potential and giving
them the training and experience they need before placing
them in areas of responsibility. Quite often, leaders are
chosen because they are the only ones available or willing
to do the job at the moment. This lack of potential leaders
or planning ahead takes a tremendous toll, both in the
efficiency of the operation, and in personnel turn-over
when the wrong people are put in charge.

The old adage “leaders are born, not made” is not
completely true. While certain character qualities and
traits—such as honesty and integrity—are essential for
successful leadership, many of the skills and tools that
effective leaders need are learned. That learning may
take place by observation, mentoring, formal education,
experience, and feedback from others. The servant
leadership that Christ taught really illustrates what
most leadership gurus proclaim—that leadership is

helping others accomplish something or achieve results.
Personally, I learned a great deal about leadership from
coaching youth soccer teams. A coach needs to know
the abilities and personalities of his players. He needs to
know what the objective is. He needs to communicate
that objective in a way that motivates everyone to work
together to accomplish the goal. He needs to place the
players in the positions that will do the most good and the
least harm to the team. He monitors the team’s progress
and makes changes and corrections as necessary. He
invests in developing the players into even better players.
He knows when to give someone a break, and looks out for
the well-being of all the players.

What can missions do better to address the
leadership crisis that so many are facing? First, they need
to identify those with leadership potential early. Then they
need to invest in them, providing the training, mentoring,
and experience that will develop them into the leaders
that the mission will need down the road. The mission
and purpose, vision, and strategic plan of the organization
must be communicated clearly and often to them, so
they can set proper priorities and measure their progress.
Proper support, resources, and supervision must be given
to them.

We would never think of putting someone behind
the controls of an airplane without adequate training
and preparation, but I have witnessed on many occasions
people being placed in high leadership positions without
any training at all. Then we wonder why they floundered!
Some would argue that the pilot has people’s lives in his
hands, and this is true. But a leader’s decisions often affect
many more people from behind the desk than the pilots,
and in very profound ways. And because safety starts at
the top, the leader has people’s lives in his hands, also.

There are many resources out there to help with
leadership development, and MSI can refer you to them if
you contact us. We would love to help you develop great
leaders that can help

Make Safety a Way of Life!

g Jon EgeE éer

President
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