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‘Tis More Blessed to Receive…

T

alk about role reverses, this was the ultimate. After having
given dozens of safety audits during my 11 years of service
with MSI, it was time to turn the tables and be on the receiving
end of an MSI audit. The United Methodist Aviation Ministries
(UMAM) loans my services to MSI and it, like 21 other missionary aviation organizations, is part of the AIRMAP missionary
aviation insurance cooperative.
AIRMAP was conceived and birthed five years ago as a
means of making insurance more affordable for organizations
doing aviation ministry. In that not-so-distant past, few insurance companies were willing to write policies for such outof-the-world flight operations, and the premiums were truly
breath-taking. By getting insurance people together and supplying them with accurate loss histories for the mission aviation community, MSI had a part in getting insurance prices to
finally fall out of earth orbit. One of the AIRMAP membership
requirements was for each organization to be audited so as to
reduce risk and save the entire group money from the (hopefully) fewer losses. Which is why UMAM was having its audit.
My take-away on the week? It is a lot easier to be audited than to
audit (no all-day inspections or late-night work sessions), but a
lot harder to deal with the aftermath (correcting all the findings
after the audit team left). After this experience, perhaps I’ll find
it easier to leaven the audit with a bit more grace on the occasion
when I’m behind the clipboard again.
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crew in tow. “Look at the problem here. Are you aware of the
update for this service bulletin? Let’s inspect the engine together. Now there’s a creative solution!” And on it went for an entire
afternoon, sharing knowledge, expertise and experience.
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The audit eventually resulted in a report which will be a
tool for us for years to come in knowing how to improve the
safety of our operations. But the time spent together with the
MSI audit team of Jon Egeler and Tom DeWaal was every bit
as valuable for our pilots in developing trust and in renewing a
commitment to excellence.
Well done, MSI. I sure wish I could have been on the team.
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It’s hard to imagine that being audited could be an enjoyable experience, and there certainly were some trying moments
getting everything and everybody to the right place at the right
time. But the experience was as wonderful as it was humbling.
A good audit becomes the perfect platform to teach and to educate those being audited. In many remote operations, staying
up-to-date with current “industry” standards while keeping the
complacency monster at bay, is a constant challenge, especially
in single-pilot operations such as we have at UMAM. Jon Egeler
was masterful as he inspected the hangar with the UMAM pilot
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LeTourneau University Audit
by John Marselus
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of MSI. It was so refreshing to see Christian aviators from many
different backgrounds come together with a pure heart to serve
the Lord in helping Christian aviation be as safe and professional
as possible.

hat would you do if you were given the opportunity to
spend a week with some Godly men who are experts in
their field of aviation looking at an aviation program that has
been a leader in Christian aviation schools for several decades? I
think most of us would jump at the idea and that is what I did. It
was a wonderful week in which I was blessed in many ways getting to spend it with the team that MSI put together to perform
a Safety Audit of LeTourneau University’s Aviation Department.
This was the second time I was privileged enough to be asked to
participate on an MSI Safety Audit team (Moody Aviation last
year) and both were highlights for me as a Christian aviator.
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All of us in these schools are on the same team with the same
mission of putting out the best professional Christian aviators we
possibly can given the resources that the Lord has blessed us with.
It is so comforting to see all the schools look at each other as a team
without any hint of competition whatsoever and the motive to help
each other succeed where God has planted us. I cannot thank the two schools,
Moody and LeTourneau, enough for
their hospitality and genuine love shown
to the teams. May God continue to use us
to bring many more Christian pilots into
missions, whether it is the quintessential
missionary pilots or within commercial/
corporate/military where we can serve
Him with our whole heart, soul, mind,
and strength.
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MSI has a great mission: taking the resources in people and
materials that God has given and ensuring that we as Christian
aviators, schools, and missions are being the best stewards we
can possibly be to affect the world for Christ. I was given the
opportunity to attend their board meeting last fall and was overwhelmed by the expertise that was present and even more so by
the humility and oneness of all on the board and the leadership
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John Marselus is a graduate
of the Air Force Academy, and
served as a pilot on the F-15E
and A-10, including considerable
experience in combat. After 25
years in active duty, John joined
the faculty of Liberty University
School of Aeronautics, where he
is the Associate Dean of Flight
Operations. John also serves on
the Board of Directors of MSI.
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Procedures Have Their Reasons

H

ing with the initial training and going all the way to the field
check-out. As we dig even further, it has become evident
that many of the people doing the training don’t have a clear
understanding of why the procedures exist. It is no surprise,
then, that they do not explain them to their students.
One example came up recently. Several flight instructors were debating the right way to use a checklist—is it to
do a flow, or use it as a to-do list? When they asked me, I
asked them what checklist they were referring to, and what
was the purpose of that particular checklist? If it is a checklist
that is designed to be a “memory jogger” to keep you from
forgetting something, a flow is fine. If, on the other hand, it
is a sequential checklist where getting the order of the items
wrong could cause problems, like a turbine engine start, it
needs to be used as a to-do checklist. Once the purpose of
the checklist is understood, how it should be used becomes
more evident.
Two other procedures that seem to be commonly misunderstood are abort points for takeoff and stabilized approaches for landing. These are very significant events in
missionary aviation, as the vast majority of mission mishaps
are on takeoff or landing.
Abort points on takeoff are used by almost everyone we
work with, but I have been surprised how few understand the
principles behind why we need to use them. Properly used,
the abort point is the last point in the takeoff where we can
safely decide to discontinue the takeoff and still get the aircraft stopped without damaging anything or injuring anyone.
It is derived based on aircraft deceleration performance, conditions, pilot performance, and includes some time for reaction after a decision is made. Hopefully, we make the decision
well in advance of that last possible moment, and we don’t test
the accuracy of our calculations. As the foundation for choosing an abort point, the pilot has to be able to accurately predict not only how well he and his aircraft will perform in the
current conditions, but he also needs to know what normal
acceleration performance should be expected for the current
takeoff. If he is not aware that something is not performing
the way it should, he can’t make the decision to discontinue
the takeoff and re-evaluate, which is the purpose of the abort.
Some think the abort point is only to be used if something
catastrophic happens in the takeoff roll, but it really is all
about accurately judging the aircraft performance and discontinuing it if something is not working the way it should.
The problem is that in most initial training today, student pilots are not being taught this. Consequently, they are
not striving to learn to predict normal performance of their
aircraft in the current conditions. This is something they
need to be taught from day one, so they can become very
adept at noticing when things are “not right”.
Stable approaches is another huge area. If we could get
everyone to adhere to a stable approach procedure, I believe
we could eliminate nearly 75% of mission aviation acci-

ave you ever heard the story about the mother teaching her daughter how to cook a roast in the oven? As
she went through the preparation steps, she instructed her
daughter to cut both ends off the roast before putting it in
the pan. When asked why that was necessary, the mother
responded, “because that is what my mother taught me to
do”. When the daughter had a chance to ask her grandmother
about it, the grandmother laughed, and said that the oven she
used to have was so small, she had to cut the roast to fit it in.
It was not necessary to cut the roast otherwise!
This story illustrates a very important point: understanding the reasons for rules and procedures is vitally important if we want to get the maximum benefit from them.
As we discussed in previous articles, our attitude toward
rules and procedures is very important. If we see them as restrictive annoyances that get in the way of our getting things
done, we are in great danger of repeating the mistakes of others. If we see them as a blessing and gift from others that
have gone before us, we will benefit from their experience
and wisdom, and avoid a lot of pain and suffering. Gaining a
deeper understanding of those rules and procedures is necessary, however.
Let’s look at the example of a child. Early on, his experience is very limited, and his parents have to tell him not to
touch hot things, or stay out of the street or off high places
that he could fall from. As he gets older, he begins to understand what the dangers are that he was being warned about,
so he starts to avoid hot things, traffic, or heights even when
his parents aren’t around to warn him. As his experience and
ability grows even more, he learns how to use the dangerous things safely, cooking on the hot stove, crossing the street
when it is safe to do so, and even climbing ladders or trees.
The dangers are still there, but his greater understanding of
exactly what they are, and his growing ability to judge and
avoid those dangers allows him to effectively manage risks he
is facing. The faster he is able to grow to this level, the greater
his maturity and ability to get things done on his own.
The world of aviation is chock full of rules and procedures. As new pilots and mechanics learn, they need to understand why those rules and procedures are in place. The
faster they do, the more effective their risk management, and
the greater their ability to get things done safely. This is especially true when it comes to understanding principles and
being able to apply them to new situations that one has not
faced before.
Why am I bringing this seemingly obvious discussion
up? The answer is that in MSI audits we have observed a significant lack of understanding of why certain things are to be
done a certain way. As we work with pilots and mechanics on
the field, we often get a blank stare or an “I don’t know” when
we ask why they are doing it that way. As we have traced
this shortcoming back to the source, we have found that the
reasons for many procedures are not being explained, start-
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a go-around. They can always respond, “well, I had to do my
monthly go-around!” Of course, they will most likely choose
to do the mandatory one whey they are not really happy with
the way an approach is working out, so this policy will likely
avoid some accidents that otherwise might occur.
What practical solutions to this lack of understanding can we offer? If you are involved in training, do some
study and research to find out why the procedures and rules
exist. Explain it to your students or people under instruction. If possible, review your operations manuals together as
a group, reading them page by page, and encouraging people to ask why particular rules and procedures are there. If
no one around the table knows the answer, perhaps that is
a good sign that that procedure needs to be removed from
your manuals—or you all need to do some research! This
technique also doubles as a good way to revise your manuals on an annual basis, keeping them practical and accurate
reflections of how you really operate.
If you fly or work on aircraft, ask questions. Dig deeper
to understand why, and you will be much better for it, becoming an excellent practitioner of your skills and helping to

dents, much like the airlines did when they adopted stable
approach procedures more than 30 years ago. Details vary
according to your equipment and conditions, but basically
a stable approach is one where the aircraft is on proper approach speed, on proper glideslope, configured properly for
landing with checklists done, and lined up with the runway
by 500 feet AGL. If any of those criteria are not met, a mandatory go-around is called for. If a go-around is not possible at
that point due to terrain or other factors, then the stable approach criteria needs to be met even earlier on the approach,
where the go-around is still possible. I find it incredible that
this simple and nearly cost-free procedure is not used by everyone in missionary aviation. We can learn a lot from the
airlines’ success on this one. Again, this is a procedure that
should be explained and taught from the very earliest stages
of pilot training, and practiced and emphasized throughout
our careers. It will save many lives and aircraft if we do.
While on the subject of go-arounds, allow me to make a
suggestion: since many pilots have not practiced them lately,
make it a mandatory requirement that all your pilots practice
at least one go-around each month. That way, they will be
proficient at the maneuver, will be more likely to be in the
proper mindset to do one when they should, and are protected from embarrassment if their peers rib them for doing

Make Safety a Way of Life
Jon Egeler
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On significant Changes in MSI Net Assets
In 2010, MSI experienced an operating loss of $47,866,
depleting our reserves and putting us in serious jeopardy of
having to dramatically reduce operations. In part, this was
due to the extensive expenses involved in MSI fulfilling its
responsibilities regarding the AIRMAP program. Thankfully,
through considerable cost cutting and generous special gifts in
2011 and as the charts below indicate, God has enabled MSI to
make up almost all of the operating loss of the previous year.
1.5%

With a new relationship with AIRMAP, renewed focus on
maximizing our effectiveness in serving our mission partners
and with reserves back up to the level specified by the Board,
we have entered 2012 with the expectation that our Lord will
supply what we need in order for MSI to accomplish the ministry He has given us. MSI continues to be dependent upon the
gifts and contributions of supporting partners, as this represents over 50 percent of our needed annual income.

MSI 2011 Financial Report
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184,204
200,445
32,232
5,300
422,181
47,672

Not Sleepless in Seattle, but Moody in Spokane
					

by Steve Quigg
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t’s an annual rite of spring to make the pilgrimage to historic Felts Field in Spokane Valley, Washington. Tucked into
a couple of new buildings on the southeast side of the airport
grounds is the legendary missionary aviation training school of
Moody Aviation. Since its earliest days, MSI has been inextricably linked to Moody Aviation. Joe Hopkins, MSI’s founder, was
on staff with Moody when the Lord inspired him to step out in
faith to start a safety organization to service missions too small
to have their own in-house safety program. MSI’s first office was

a back room in the Moody Aviation building—formerly located
in Elizabethton, Tennessee—and in exchange, Joe supplied the
school with first-class, on-site safety services. Safety seminars
were a regular feature on the school schedule, and Joe and his
invited guests spent many a day inspiring, teaching and challenging the captive and captivated student body. Despite relocations by both Moody Aviation and MSI in the intervening years,
the MSI-Moody Aviation safety seminar tradition continues to
this present day.

So it was that the Moody students, staff and Spokane area aviators gathered again for the 2012 “Leading the Way to Excellence” seminar. Of one thing I am
certain, it will be incredibly hard to outdo this one.
Jim Collins, in his seminal book Good to Great, postulates that one of the keys to having a business make
the transition from being simply good, to being absolutely great, is “getting the right people on the bus.” If
MSI and Moody made the “good to great” transition
in the safety seminar business this year, it was because
we had the right people on the seminar bus.
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Featured inspirer this year was long-time MSI friend
Clarke McNeace,uwho is incredibly gifted in making the aerodynamics of airplane upset recovery come alive in a perfectly
understandable way. Sacred teachings of flight instructors past
suddenly had new significance and meaning for those in attendance. “So that’s why a skidding turn to final is so often fatal!”
“Now I understand why using ailerons to lift a stalled wing
doesn’t work.” “No one ever explained to me why unloading the
wing reduces the stall speed.” On and on it went—hours upon
hours of illumination and fresh understanding.
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Joining an MSI seminar for only the second (but certainly
not the last) time was David Schlener,v an American Airlines
safety officer and Boeing 777 training captain. Dave grew up
as an MK in the jungles of Brazil, and some of the tales he tells
of those formative years are truly legendary. But these days, he
is legendary for preaching Leadership and Decision-Making to
the crews at American. He brought his whole American package along to teach to the Moody crowd. Needless to say, it was
knowledge and inspiration of the first order.
But the new “kid” on the block was Colonel Ryan
Smith,w vice-commander of the Air Force 412th Test
Wing based at Edwards Air Force Base who joined an
MSI team for the first time. Colonel Smith was a “find”
the Lord brought our way at Oshkosh AirVenture a few
years ago when he wandered by the MSI display and
started up a conversation. He is responsible for the development and testing of experimental and research
aerospace vehicles and parachute systems, the operation
of the U.S. Air Force Test Pilot School, and operation of
all Edwards Air Force Base test facilities and ranges. Talk
about leadership, Ryan lives it. When he spoke about
what it takes to be a leader in a demanding field, everyone sat up and took notice. Wouldn’t you?
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The rest of the seminar schedule was filled with the
more typical presentations about accident investigations,
aeronautical decision-making, safety culture, and the like
from the typical run of FAA and MSI types. But as good
as those presentations may or may not have been, this
seminar is going to stand out in people’s minds because
of the very atypical men the Lord brought to Spokane
in March to provide truly great inspiration, instruction,
knowledge and leadership to future missionary pilots
and mechanics. It just doesn’t get any better than that.

Sun N Fun 2012
		

by Jon Egeler

T

his year, four missions had displays in the Fly4Life tent at Sun
N Fun. JAARS, MAF, New Tribes (NTMA), and Liberty all
had representatives on hand to greet the public and explain their
ministries to many of the attendees of this annual major gathering
of the aviation minded public in Lakeland, Florida. In addition,
IAMA had three representatives at the tent entrance to engage
visitors, find out their interests, and point them in the appropriate direction. Moody Radio Florida also broadcast interviews live
from the tent in the mornings. The focus was on encouraging everyone to get engaged in missionary aviation—whether through
serving, sending, supporting, encouraging, or praying.
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JAARS had a 4 wheel drive vehicle on display to draw attention to its driving course offered in Waxhaw that is available to all
missionaries. That drew quite a bit of interest.
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Missionary Aviation Support Association—Florida (MASA-FL) once again very generously provided tent space, entrance
wrist bands, transportation, meals, and housing for all the mission representatives, making it possible for them to be there.
The weather was wonderful this year, with sunny skies and
no storms or tornados at all. It was truly a wonderful time to connect with people, whether they were finding out about missionary aviation for the first time or looking for old friends.
Some interesting highlights this year: NTMA had a Cessna
U206 on display that was headed for service in Brazil, with a Brazilian flag displayed. Well over 100 Brazilians stopped by and met
the Brazilian NTM representative who was present to talk about
it (in Portuguese, of course!).
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Plans are underway to continue to have a missionary
aviation display at future Sun N Funs.
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