I4303
DISCUSS ITEMS

FAA flight plan, contacting FSS, performance data, anti-icing systems, RNP, lost communicaitons (enroute/VMC versus IMC), and course deviations for weather.
FAA Flight Plan

FAA Form 7233-1
Same information as a DD175.

Used for VFR and IFR flight plans.

Contacting FSS
“__________ Radio, …..”
Utilize for weather updates enroute, filing a new flight plan, checking sports scores, etc.

Performance Data

Reference the Performance Chapters of NATOPS.
Performance on cross coutnry may be significantly reduced at different altitudes and temperatures.

Anti-Icing Systems

Anti-ice utilized when <5*C and visible moisture in order to prevent icing.
Deice utilized when ½” to 1” of ice has accumulated in order to force a clean break of the accumulated ice.
2.20 WINDSHIELD WIPERS/ANTI-ICE DEICE SYSTEMS

2.20.1 Windshield Wipers

The windshield wipers are powered by the No. 2 feeder bus, through and protected by the circuit breaker placarded WSHLD WIPER located in the WEATHER section of the copilot outboard subpanel.
CAUTION

Do not operate on dry glass

2.20.2 Windshield Anti-Ice

Windshield heat for both the pilot and copilot windshields is controlled by a toggle switch on the pilot subpanel Placarded WSHLD ANTI-ICE BOTH, OFF, and PILOT. The heat control circuit for the pilot windshield is protected by a fuse on a panel mounted on the forward pressure bulkhead. The power circuit of the pilot and copilot windshield is protected by two circuit breakers located on the extended pedestal. A controller with a temperature sensing unit maintains 95 °F temperature at the windshield surface. An electric heater lockout is incorporated in the electrical system and prevents overload of the electrical system. This assures that the elements of the electric heater will be blocked from functioning when windshield heat, propeller deice, or engine lip boot heat is in use.
CAUTION

• Unreliable operation of the magnetic compass will occur during use of windshield anti-ice.

• During use of windshield anti-ice, objects viewed through the windshield may appear blurred.
2.20.3 Powerplant Ice Protection Systems
2.20.3.1 Engine Ice Vane Controls

Handles located on left subpanel. Mechanical ice vanes use inertial separation.

2.20.3.2 Engine Lip Boot Switches

Only available during flight due to deactivation via respective squatswitches. Powered by the No. 1 and No. 2 feeder buses and are protected by the circuit breakers placarded ENGINE INLET DEICE located on the pedestal extension.

2.20.4 Fuel System Anti-Icing

An oil-to-fuel heat exchanger located on each engine accessory case operates continuously and automatically to heat the fuel to prevent freezing of any water in the fuel. No controls are involved. One external fuel vent in each wing serves both the nacelle and wing tanks and is protected against icing by externally attached electric heat elements that are controlled and protected by the circuit breaker function of two switch breakers on the left subpanel and placarded FUEL VENTS, LEFT, RIGHT.

2.20.4.1 Fuel Control Heat

Each fuel control unit pneumatic line is protected against ice by electrically heated jackets, controlled by two circuit breaker toggle switches on the left subpanel, placarded FUEL CONTROL, LEFT, RIGHT. The pneumatic fuel line heaters are powered by the No. 1 and No. 2 subpanel buses. To prevent overheat damage to electrically heated anti-ice jacket, FUEL CONTROL HEAT switches should not be turned ON unless cooling air will soon pass over the jackets.

2.20.5 Propeller Electrothermal Deicer System

Electrothermal deicing boots are cemented to each propeller blade to remove ice from the propellers. Each thermal boot consists of one outboard and one inboard heating element and receives electrical power through the deicer timer, slip ring, and brush block. Current consumption is monitored by a propeller ammeter on the left (pilots) subpanel (FO-1). The propeller deice system is powered by the No. 1 feeder bus through the No. 1 bus circuit breakers. Circuit protection is provided through the circuit breaker function of the switch placarded PROP and located in the HEAT section of the pilot inboard subpanel.

CAUTION

Operating the propeller deice system with the propellers stationary will cause arcing on the deice slip ring.

2.20.5.1 Propeller Deice Switches

Operation of the propeller deicing system is controlled by the propeller heat switch and placarded PROP on the pilot subpanel that controls an inboard and outboard heating element in each propeller boot. The timer cycles power to the heating elements [RH outboard // RH inboard // LH outboard // LH inboard]

Old Mechanical Timer: Sequencing starts where it last stopped. Shows amperage fluctuation when switching elements

New Electronic Timer: Sequencing always starts with RH Outboard. Shows no fluctuation.

Each segment is heated 34 ±6 seconds, normally requiring in excess of 2 minutes to complete a four-segment cycle.

Each propeller blade boot draws approximately 5 to 6 amps of current and thus with three blades drawing power concurrently, the amperage should read between 14 to 18 amps. Should one blade boot segment be inoperative, a drop of 5 to 6 amps should be anticipated and, likewise, a drop of 10 to 12 amps below normal readings would be indicative of malfunction on two propeller blades. Refer to Part V for abnormal operations.
2.20.6 Surface Deicer System

Ice accumulation is removed from each outboard wing leading edge, both horizontal stabilizers, and the vertical stabilizer by the flexing of five deicer boots that are pneumatically actuated (Figures 2-24 and 2-25). Engine bleed air from the engine compressor is used to supply air pressure to inflate the deicer boots and to supply vacuum through the distribution valve for boot hold-down during flight. A pressure regulator protects the system from overinflation. When the system is not in operation, a distributor valve applies vacuum to the boots for hold-down. When a solenoid in the distributor valve is energized by the pneumatic deicer timer or when the surface DEICE CYCLE switch is positioned to either SINGLE or MANUAL, a servo valve changes the inlet to the boots from vacuum to pressure that allows the boots to inflate. When the solenoid valve is deenergized, the airflow through the valve is cut off. The air then discharges out of the boots through an integral check valve until the pressure reaches approximately 1-inch Hg, at which time the boots are ported to vacuum and the remaining air is evacuated. The boots are again held down by vacuum. Either engine is capable of providing sufficient bleed air for all requirements of the surface deicer system. Check valves in the bleed air lines prevent backflow through the system during single-engine operation. Bleed air passes through an 18-psi regulator and then enters the deicer and vacuum systems. Vacuum pressure is created by the distribution valve and is proportional to pneumatic pressure by the deicer pressure regulator valve. Regulated pressure is indicated on a gauge placarded PNEUMATIC PRESS and located on the right side panel.

WARNING

Stall speeds will significantly increase with the wing deice boots inflated.

Note

Never cycle the system rapidly since this may cause the ice to accumulate outside the contour of the inflated boots and prevent ice removal.
2.20.6.1 Surface Deice Switch

Normal operation of the surface deice systems is accomplished by use of a three-position switch located on the left subpanel (FO-1) placarded DEICE CYCLE, SINGLE, OFF, and MANUAL. When the switch is moved to the SINGLE position, the deicer boots automatically inflated for 7 to 8 seconds, then deflate and return to the deflated position. When switched to the MANUAL position, all boots of the system inflate and stay inflated while the switch is in this mode. When the switch is released from the MANUAL position, the boots in that system deflate and the toggle returns to the center OFF position. The MANUAL position is for use in case of timer failure. In either switch position, the boots cannot be overinflated. The surface deice control system is powered by the subpanel bus No. 2 and is protected by a circuit breaker placarded SURFACE DE-ICE located in the WEATHER section of the copilot outboard subpanel.
If the deice system malfunctions to the inflated condition, the SURFACE DE-ICE CB can be pulled to induce the deflated condition.
2.20.7 Pitot and Stall Heat Systems

The pitot tubes and the lift detector have electrical heating elements to prevent icing. On the ground, electrical power to the stall heating elements pass from the No. 2 feeder bus through a current limiter (acting as a resistor) which lowers the voltage from 28 Vdc to 14 Vdc (low heat). At lift-off, a squat switch on the right main gear causes the current limiter to be bypassed and makes 28 Vdc (high heat) available to the system. The pitot tube heating elements are powered from both the No. 1 and No. 2 feeder buses, respectively.

2.20.7.1 Pitot and Stall Heat Switches

The heating elements are controlled by circuit switch breakers located on the pilot's sub-panel (FO-1) in the HEAT section placarded PITOT LEFT-RIGHT and STALL respectively. When a switch is in the up position, the heating elements of that particular system are energized. The down position shuts the heating elements off. In the event of electrical overload, the circuit breaker element will disconnect the heating circuit, tripping the toggle switch to the down position.
RNP

AIM 1-2-2

RNP is RNAV with on board navigation monitoring and alerting. RNP is also a statement of navigation performance necessary for operation within a defined airspace. A critical component of RNP is the ability of the aircraft navigation system to monitor its achieved navigation performance and to identify for the pilot whether the operational requirement, is, or is not, being met during an operation. 

The on board performance monitoring and alerting capability allows a lessened reliance on air traffic control intervention, and/or route separation to achieve the overall safety of the operation. RNP capability of the aircraft is a major component in determining the separation criteria to ensure that the overall containment of the operation is met. 

Nav Specs and Standard lateral accuracy values are used to define required values applicable to selected airspace. It is usually expressed as a distance in nautical miles from the intended centerline of a procedure, route, or path. 

RNP Approach (APCH)- these procedures are titled RNAV (GPS) and offer several lines of minima to accommodate varying levels of aircraft equipage: LNAV, LNAV/VNAV, LPV, etc. 

RNP AR APCH (RNP)- these are titled RNAV (RNP) and are based upon barometric VNAV or WAAS. It is intended to provide specific benefits at specific locations. It is not intended for every operator or aircraft; it requires special aircraft performance, design, processes, training, and level of safety. 

Lost Communicaitons (Enroute/VMC Versus IMC)

· LOA

· FIH

· IFR – VMC v IMC

In-Flight Guide (LOA)

Local Area Letter of Agreement: Lost Comms with Corpus Approach

1. Attempt to contact NGP Tower.

2. Continue on assigned heading/route at 1600’MSL.

3. If unable to re-establish comms within 3 minutes, climb to 2600’MSL.

4. Proceed direct to a KNGP IAF and shoot associated approach.

Note

Squawk 7600 and make all calls in the blind throughout.

FIH TWO-WAY RADIO FAILURE 

Squawk 7600, all calls in the blind.

If able to maintain VMC, do so, and execute a landing as soon as practicable and notify ATC.

IF IMC and unable to proceed VMC: AVEFAME

FAA PROCEDURES (AIM, FAR 91.185) 

(1) IFR FLIGHT PLAN 

(a) During two-way radio communications failure, when confronted with a situation not covered in the regulation, pilots are expected to exercise good judgment in whatever action they elect to take. Should the situation so dictate, they should not be reluctant to use the emergency actions contained in flying regulations. 

(b) In areas of FAA jurisdiction, should the pilot of an aircraft equipped with a coded radar beacon transponder experience a loss of two-way radio capability, the transponder should be adjusted to reply on Mode 3/A, Code 7600. 

(c) Pilots can expect ATC to attempt to communicate by transmitting on guard frequencies and available frequencies of navaids. 

(d) VMC - If able to maintain flight in VMC continue flight under VFR and land as soon as practicable and notify ATC. It is not intended that the requirement to "land as soon as practicable" be construed to mean "as soon as possible". The pilot retains his prerogative of exercising his best judgment and is not required to land at an unauthorized airport, at an airport unsuitable for the type of aircraft flown, or to land only minutes short of his intended destination. The primary objective of this provision is to preclude extended IFR operations in the air traffic control system in VMC. When operating "on top" and unable to descend VMC prior to destination, the procedures contained in paragraph (e) below apply. 

(e) IMC - If VMC is not encountered, continue the flight according to the following: 

1. ROUTE (FAR 91.185) 

a. By the route assigned in the last ATC clearance received; 

b. If being radar vectored, by the direct route from the point of radio failure to the fix, route, or airway specified in the vector clearance; 

c. In the absence of an assigned route, by the route that ATC has advised may be expected in a further clearance; or 

d. In the absence of an assigned route or a route that ATC has advised may be expected in a further clearance, by the route filed in the flight plan. 

2. ALTITUDE - At the highest of the following altitudes or flight levels for the route segment being flown: 

a. The altitude or flight level assigned in the last ATC clearance received; 

b. The minimum altitude (converted, if appropriate, to minimum flight level) for IFR operations (see Section B, Altimeter Changeover Procedures); or 

c. The altitude or flight level ATC has advised may be expected in a further clearance. 

NOTE - The intent of the rule is that a pilot who has experienced two- way radio failure should select the appropriate altitude for the particular route segment being flown and make the necessary altitude adjustments for subsequent route segments. If the pilot received an "expect further clearance" containing a higher altitude to expect at a specified time or fix, maintain the highest of the following altitudes until that time/fix: 

(1) the last assigned altitude, or 

(2) the minimum altitude/flight level for IFR operations. 

Upon reaching the time/fix specified, the pilot should commence climbing to the altitude advised to expect. If the radio failure occurs after the time/fix specified, the altitude to be expected is not applicable and the pilot should maintain an altitude consistent with a. or b. above. 

If the pilot receives an "expect further clearance" containing a lower altitude, the pilot should maintain the highest of 1 or 2 above until that time/fix specified in paragraph 3. LEAVE CLEARANCE LIMIT, below. 

3. LEAVE CLEARANCE LIMIT. 

a. When the clearance limit is a fix from which an approach begins, commence descent or descent and approach as close as possible to the expect further clearance time if one has been received, or if one has not been received, as close as possible to the expected time of arrival as calculated from the filed or amended (with ATC) estimated time enroute. 

b. If the clearance limit is not a fix from which an approach begins, leave the clearance limit at the expect further clearance time if one has been received, or if none has been received, upon arrival over the clearance limit, and proceed to a fix from which an approach begins and commence descent or descent and approach as close as possible to the estimated time of arrival as calculated from the filed or amended (with ATC) estimated time enroute. 

4. RADAR APPROACHES - initiate lost communications procedures if no transmissions are received for approximately one minute while being vectored to final, 15 seconds while on ASR final approach, or five seconds while on PAR final approach. (AIM 51-37, FAA 7110.65) 

a. Attempt contact on a secondary frequency, the previously assigned frequency, the tower frequency, or guard. 

b. If unable to re-establish communications and unable to maintain VMC, proceed with a published instrument approach procedure or previously coordinated instructions. Change transponder to appropriate codes. 

c. Maintain the last assigned altitude or the minimum safe/sector altitude (emergency safe altitude if more than 25 NM from the facility), whichever is higher, until established on a segment of the published approach.

Course Deviations for Weather
ATC is good about vectoring aircraft around weather and /or allowing aircraft to suggest their own vectoring based on visually identifying cells or using weather radar. Requesting a deviation for weather will often open up a discussion of going L/R, staying N/S, etc. Use plain english and ensure there is an understanding between ATC and the Aircraft deviating. 
A common request is “30 degrees to the R/L for weather” which ATC will approve, requesting a report when clear of the weather. This gives a new heading clearance and could require further changes. Expect clearance to resume the airway or even proceed direct to the next navaid along the airway once clear of the weather.

Another commond request is “10 miles offset to the N/S/E/W for weather” which ATC will approve, requesting a report when clear of the weather. This allows naviagtion within a corridor between the airway and a 10 NM parallel course. Heading can be changed as necessary to avoid weather so long as the aircraft is contained in the corridor. 
Brief/Debrief Notes

////////////////////////////////////////////

Profile:

KAPA to KLBB
VFR departure to the West.

Stay below Class B airspace. 

Low flight over the Rockies.

Slingshot around Pikes Peak.

Pickup IFR clearance from BRK

Direct 
BRK

V81 
LBB

Visual 35L @ KLBB via RV

KLBB to KNGP

Direct 
LBB

V563 
BGS

V76

LLO

V568
SAT

V163
CRP

Weather Divert to KCRP

Visual 13 @ KCRP via RV

KCRP to KNGP

VFR departure

Nueces transition

Closed Tower Ops:

Overhead Left Break 13R
TiltMafia
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