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MAGAZINE For owners and operators of Twin Commander Aircraft

The grand spectacle of a large 
whale breaching the surface of the 
sea is the stuff of great memories 
and great photographs, not to 
mention a riveting television 
commercial for a certain insurance 
company. Andrew Harcombe 
can claim hundreds of such 
sightings—but not when leaning 
on the railing of a tourist-filled 
cruise boat. Instead, Harcombe 
does his whale watching from the 
left seat of a Twin Commander.
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Airplanes are conceived, 
designed, developed, and 
manufactured to do one thing: 
Fly. So when it comes to 
photographing an airplane, it 
makes sense to capture it doing 
what it does best. Sounds simple 
enough, but getting a clear, sharp, 
colorful, descriptive, beautiful 
photograph of an airplane doing 
its thing is anything but simple.

Getting great photos of 
one Twin Commander isn’t 
what Mark Matheson set out to 
do, however. His mission was 
to photograph three different 
Commanders. In three different 
locations. In just three days.

Mark owns Matheson Media, 
the marketing agency for Twin 
Commander Aircraft, and he 
needed to replenish the photo 

Photo by Dane A. Penland, Smithsonian National 
Air and Space Museum (NASM 2014-04053)

Photo Credit: Ainhoa Sanchez

Harcombe owns Clearwater 
Air, an Anchorage, Alaska-
based operator that specializes 
in collecting observational data 
on marine mammal populations 
in Arctic waters. “We support 
aerial research projects in the 
Arctic offshore environment,” 
Harcombe explains.

That explanation underplays 
what Harcombe and his staff 
of 10 pilots flying three Twin 

Commanders do for their daily 
bread. Here’s a typical example:

Several years ago Clearwater 
Air contracted with NOAA to 
fly aerial surveys in the Beaufort 
Sea northeast of Alaska on 
behalf of the Bureau of Ocean 
Energy Management (BOEM), an 
agency in the U.S. Department 
of the Interior charged with 
“managing development of the 
nation’s offshore resources in an 

environmentally and economically 
responsible way.” BOEM was 
interested in the possible effects 
of increased human activity in 
the Arctic, principally from oil 
and gas drilling, and an effective 
way to determine that was to 
gather data on marine mammal 
population trends in the region. 
The most efficient way to collect 
that data was through aerial 
surveys flown by Clearwater Air.

Behind the Scenes of an 
Air-to-Air Photo Shoot

Photo by: Tyson Rininger

WHALE WATCHING –AND MORE– FROM
CLEARWATER’S TWIN COMMANDERS

Photo by Tyson Rininger

Amelia Brower
NOAA AFSC NMML
Permit No. 782-1719
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SimCom is proud to be the Exclusive 
Authorized simulator training provider for 
the Turbo Twin Commander Fleet. Nothing 
sharpens your flying skills and prepares you for 
the unexpected like simulator training.

Visit www.simulator.com to see a video 

describing why SIMCOM’s instructors, 

simulators and training locations will make 

your training experience special.
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“EXPRESS RECURRENT”

DESIGNED BY PILOTS FOR PILOTS
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I never cease to be amazed at 
the social network that connects 
the Commander to every corner 
of the aviation community. A 
couple of trips to the grocery 
store in my Commander-logo 
shirt have prompted folks to 
stop me and recollect their 
fond experiences flying in the 
Commander, or building them at 
the factory. It doesn’t matter the 
town or venue, there is usually 
someone who can relate in some 
fashion to our favorite bird.

The networking is global, 
too, extending to even the tiniest 
Inupiat village on Alaska’s Arctic 
coast. Villagers there can see 
Andrew Harcombe’s Clearwater 
Air Commanders flying precise, 
low-level transect lines along 
the rugged, desolate coast 
and out over the cold waters 
of the Beaufort and Chukchi 
seas, recording populations 

of bowhead and gray whales, 
walruses and polar bears, and 
other marine mammals.

Clearwater Air, which 
Harcombe built from a single-ship 
day-VFR operator to an all-weather 
Part 135 government contractor 
operating three Commanders, 
is profiled in this issue. 

What makes this worldwide 
network so very special is the 
people who own and fly the 
Commander. When the folks at 
Matheson Media put together a 
few Commander air-to-air photo 
shoots recently, we reached 
out to see if there were any 
volunteers who would be willing 
to put their bird on display for 
all to see. The response was 
overwhelming, to say the least. 
With the help of these eager and 
willing participants, we managed 
to capture some excellent 
footage. You get a glimpse of 

that footage in this issue’s feature 
on what it takes to pull off such a 
complex photo shoot, and you’ll 
see even more when we roll 
out our new Twin Commander 
Aircraft website in 2016.

I would like to personally 
thank all involved in the project, 
beginning with the excellent 
photographer, Tyson V. Rininger;  
Erick Teeters, the spot-on 
formation pilot; and Matt Mullahy, 
the skilled platform pilot. Of 
course, none of it would have been 
possible without Commanders 
to photograph. Rick Butler; 
Howard Elmore, John Elmore, Gus 
Osterkamp, Mark Hillgren and their 
pilot John Kelly; and John Levitz 
and his pilot Brian Ryckman are the 
generous Commander owners and 
pilots who allowed us unlimited 
access to their beautiful machines 
so that we could help you 
understand some of what makes 

owning and flying the Commander 
such a fine experience.

I always say that Commander 
owners are some of the nicest 
people in the world, and these 
folks are no exception. They 
obviously love their aircraft, and 
Tyson’s photographs tell us why. 
A heartfelt thanks to each of them 
from all of us at Twin Commander.

Social Networking Takes Twin Commanders to a 
Higher Level

FROM THE FACTORY

By Matt Isley, President, Twin Commander Aircraft

Photo by Tyson Rininger
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A Primer on Metal Corrosion Control
By Levan Tabidze

COMMANDER TIPS

Corrosion can be defined as 
the degradation of a material due 
to a reaction with its environment. 
Degradation implies deterioration 
of physical properties of the 
material. This can be a weakening 
of the material due to a loss of 
cross-sectional area, it can be 
the shattering of a metal due 
to hydrogen embrittlement, 
or it can be the cracking of 
a polymer due to sunlight 
exposure. Materials can be metals, 
polymers (plastics, rubbers, etc.), 
ceramics (concrete, brick, etc.) or 
composites-mechanical mixtures 
of two or more materials with 
different properties. Because 
metals are the most-used type 
of structural materials, most 
of this article will be devoted 
to the corrosion of metals.

Most corrosion of metals 
is electrochemical in nature. 
Metals corrode because we use 
them in environments where 
they are chemically unstable. 
Only copper and the precious 
metals (gold, silver, platinum, 
etc.) are found in nature in their 
metallic state. All other metals, 
including aluminum and iron, 
the metals most commonly used 
in aircraft, are processed from 
minerals or ores into metals 
which are inherently unstable in 
their environments. These metals 
have a tendency to revert to their 
more stable mineral forms.

Some metals form protective 
ceramic films (passive films) on 
their surfaces and these prevent, or 
slow down, the corrosion process. 
We can prevent corrosion by 
using metals that form naturally 
protective passive films, but these 
alloys are usually expensive, 
so we have developed other 
means of corrosion control.

A number of other means of 
controlling corrosion are available. 
The choice depends on economics, 
safety requirements, and a number 
of technical considerations. Twin 
Commander has access to trained 
corrosion professionals who can 
provide guidance to our service 
centers on corrosion control.

Protective coatings are the 
most commonly used method 
of corrosion control. Protective 
coatings can be metallic, such as 
the layers of zinc, cadmium, or 
chromium on the surface of steel.

The other most commonly 
used process for corrosion 
protection is conversion coating. 
Conversion coatings are coatings 
for metals where the surface of 
the part is converted into the 
coating with a chemical or electro-
chemical process. Examples 
include chromate conversion 
coatings, phosphate conversion 
coatings, bluing, black oxide 
coatings on steel, and anodizing.

In most cases, both protective 
coatings and conversion coatings 
are doubled using organic 
coatings on top. These organic 
coatings are called primers or 
varnishes and can be oil base, 
water base, epoxy base, or based 
on other organic chemistry.

As a means of corrosion 
prevention it is absolutely essential 
to monitor the condition of 
aircraft airframe and systems for 
evidence of corrosion. Exposure 
to a corrosive environment should 
be kept to a minimum by proper 
washing using only approved 
soaps and detergents, as well 
as proper periodic inspections. 
This is especially true for closed 
cavities such as under the 
floorboards, engine and avionics 
bays, cavities under the fairings, 
and so on. To minimize exposure 
and accumulation of corrosive 
agents, all drain holes should be 
kept unclogged and free at all 
times. Proper corrosion prevention 
can prevent expensive repairs 
and loss of structural integrity.

Twin Commander pays 
particular attention to corrosion 
protection of the parts and 
products. No part is supplied 
without superior corrosive 
protective means. All aluminum 
parts are protected with oxide 
film, and primed with organic or 
epoxy primers. Twin Commander 
parts made from steel are 
protected by corrosion-protective 
layers of chrome or cadmium. 

Twin Commander engineering 
constantly monitors the latest 
developments in corrosion 
protective science, and constantly 
updates manufacturing processes 
with the latest products. Twin 
Commander also monitors the 
fleet for corrosion-related issues 
in service, and designs service 
documents (Maintenance Alerts, 
Service Letters, Service Bulletins, 
and Custom Kits) to eliminate 
any corrosion-related issues. 

This is also called general corrosion. The surface 
effect produced by most direct chemical attacks 
(e.g., acid) is a uniform etching of the metal.

This type of corrosion occurs on painted or plated 
surfaces when moisture permeates the coating. 
Long-branching filaments of corrosion product 
extend out from the original corrosion pit and 
cause degradation of the protective coating.

Erosion corrosion is the result of a combination 
of an aggressive chemical environment and high 
fluid-surface velocities

Hydrogen embrittlement is a problem with high-
strength steels, titanium, and some other metals. 
Control is achieved by eliminating hydrogen from 
the environment, or by the use of resistant alloys.

Microbial corrosion (also called microbiologically -influenced corrosion or MIC) is corrosion 
that is caused by the presence and activities of microbes. This corrosion can take many forms 
and can be controlled by biocides or by conventional corrosion-control methods. This type of 
corrosion is a common occurrence in aircraft fuel tanks and fuel systems, and lavatory systems.

Levan Tabidze is 
Engineering Manager for 
Twin Commander Aircraft.

Intergranular corrosion is an attack on or adjacent 
to the grain boundaries of a metal or alloy.

Stress corrosion cracking (SCC) is caused by 
the simultaneous effects of tensile stress and a 
specific corrosive environment. Stresses may be 
due to applied loads, residual stresses from the 
manufacturing process, or a combination of both.

Corrosion fatigue is a special case of stress 
corrosion caused by the combined effects of cyclic 
stress and corrosion. No metal is immune from 
some reduction of its resistance to cyclic stressing 
if the metal is in a corrosive environment.

The rapid corrosion that occurs at the interface 
between contacting, highly loaded metal surfaces 
when subjected to slight vibratory motions is 
known as fretting corrosion.

Galvanic corrosion is an electrochemical action 
of two dissimilar metals in the presence of an 
electrolyte and an electron conductive path. It 
occurs when dissimilar metals are in contact.

Concentration cell corrosion occurs when two or 
more areas of a metal surface are in contact with 
different concentrations of the same solution.

Pitting corrosion is localized corrosion that occurs 
in microscopic defects on a metal surface. The 
pits are often found underneath surface deposits 
caused by corrosion product accumulation.

Crevice or contact corrosion is the corrosion 
produced at the region of contact of metals with 
metals, or metals with nonmetals. It may occur at 
washers, under barnacles, at sand grains, under 
applied protective films, and at pockets formed 
by threaded joints.

Uniform Corrosion

Filiform Corrosion

Erosion Corrosion Hydrogen Damage Microbial and Fungus Corrosion

Intergranular Corrosion Stress Corrosion Cracking Corrosion Fatigue Fretting Corrosion

Galvanic Corrosion Concentration Cell Corrosion Pitting Corrosion Crevice Corrosion

Types of Corrosion
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As the year-end approaches, 
now is the time to make sure 
your logbooks and flight records 
are in order.  Complete and 
accurate records will allow you 
to maximize aircraft-related 
deductions on your business or 
personal income tax return.

The key principal to keep 
in mind when documenting the 
business use of your aircraft is, 
“the more the better.” Although 
the use of private aircraft in 
furtherance of business has been 
a common business practice 
for many years, private aircraft 
remain under increased scrutiny.

Unfortunately, the person 
oftentimes scrutinizing your records, 
the “doubtful” revenue agent, has 
a preconceived notion that private 
aircraft are not truly useful business 
tools, especially with the availability 
of commercial flights. Some even 
believe that private aircraft are 
merely personal toys disguised as 
business tools. This is your audience. 
Therefore, your records should not 
only be complete and accurate, 
but also helpful in persuading 
the doubtful revenue agent.

Most already know how to 
properly document expenses, 
often using spreadsheets or 
accounting software to track 
aircraft-related expenses, and 
saving itemized receipts and 
invoices to support the accounting 
records. The most common 
pitfall, however, is the failure to 
properly document all use of the 
aircraft, particularly business use.

The issue that often arises 
is the absence of flight logs and 
records adequately documenting 
the business purpose for each 
business flight. Joe Taxpayer 
may simply keep a log of dates 
of business flights described as 
“business meeting” or “travel to 
branch office,” but when asked 
to provide more detail about 
that meeting at a later date 
(sometimes even 2-3 years later), his 
recollection often becomes cloudy 

or nonexistent. The way to avoid 
this is to properly document all use 
of the aircraft as the use occurs. 
Remember, the more the better.

In general, consistent with the 
listed property rules and travel 
expense regulations articulated 
in 1.274-5T(b)(2), you should be 
maintaining a flight log and other 
supporting records to document 
the following for each flight leg:

1. The date of departure; 

2. The departure and 
arrival location (city and 
state, or airport code);

3. The full name of each 
passenger on board (including 
tag-along personal passengers);

4. The relationship and 
purpose of each passenger on 
board (i.e., business or personal; 
employee or guest); and

5. The business purpose for 
the flight (if, a business flight). 

Working with aviation experts 
on your flight logs can help you 
not only document the needed 
information, but also minimize any 
expense disallowance by exploring a 
variety of disallowance approaches. 
Firms like Advocate Consulting 
Legal Group, PLLC, where I work, 
have invested in sophisticated 
software designed to assist 
clients with log calculations and 
contemporaneous record keeping.

In this day and age, email 
is a common business tool and 
can be one of your best tools in 
documenting the business use of 
your aircraft. One way to make 
sure you are not in Joe Taxpayer’s 
shoes is to set up an email folder or 
email account (i.e., flightsupport@
xyzcorp.com) to save or blind-copy 
communications and documents 
relating to business trips. Much like 
the invoices and receipts supporting 
your accounting records, your emails 
can provide much-needed support 
for your flight log. Develop the 
habit of sending emails to meeting 
participants confirming the meeting 

date, location, and business matters 
to be discussed. After the meeting, 
send a follow-up email to meeting 
participants briefly summarizing 
the meeting including upcoming 
projects, business contacts, or 
agreements resulting from the 
meeting. In addition, save/forward 
copies of any correspondence that 
may have given rise to the need for 
the business trip, or is otherwise 
related to the travel (i.e., email 
from employee or client discussing 
matters related to the business trip; 
meeting agendas or itineraries; 
business or marketing proposals). 
Again, the more the better.

Remember, in addition 
to adequately documenting 
business purpose, you may also 

be faced with persuading the 
doubtful revenue agent.  Although 
“contemporaneous” records are 
not required, and aircraft owners 
under audit may use their personal 
recollection to support a flight log 
pursuant to Louismet v. Comm, 
T.C. Memo 1982-294, trip-related 
correspondence and documents 
generated immediately before or 
after the trip may appear more 
credible when proving business use 
to the doubtful revenue agent.

Also, highlighting in your flight 
records or emails those last-minute 
trips or unanticipated rescheduling 
or extension of trips may be helpful 
in explaining the utility of private 

By Letisha D. Bivins

BUSINESS FLYING & TAXES

Documenting Business Use of Your Aircraft:
The More the Better

For the Commander owner 
  who demands
   only the finest

CE PAGE AIRPORT (KRCE) | OKLAHOMA CITY
405.350.2100

WWW.LEGACY-AVIATION.COM

MAINTENANCE      REPAIR      FUEL      MODIFICATIONS      PARTS 
AVIONICS      AIRFRAME      INTERIOR      AIRCRAFT SALES

Continued on page 18 >
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You wouldn’t fly your aircraft 
without a proper preflight 
inspection, right?  The same 
logic should be applied to 
your aircraft insurance policy. 
Because your aviation policy 
is a reflection of your pilot 
qualifications, aircraft use, 
hull value and liability limits, 
it should be reviewed and 
updated any time there 
is a material change.

Here’s a list of the basic 
common-sense considerations 
when reviewing your aircraft 
insurance policy coverages:

• Hull Value:  Owners 
often insure their aircraft for 
the original purchase price. 
Given that Twin Commanders 
no longer depreciate, it will be 
close to fair market value. If you 
have made improvements, like 
a Dash 10 conversion, paint and 
interior, or new avionics, the 
hull value should be increased 
to reflect it. Remember that 
these improvements will 
depreciate over time.

• Pilot Qualifications: 
Oftentimes, lower-time pilots 
(in both total time or time in 
class or type) will not qualify 
for higher liability limits. As a 
pilot’s experience increases, 
the ability to purchase higher 
liability limits may be available. 
A pilot’s age and health can 
also affect insurability.

• Liability Limit:  Liability 
limits offered vary depending 
upon the aircraft use (Part 91 or 
Part 135), pilot experience and 
any contractually required limits. 
Owner-flown limits may vary 
from $1 million to $10 million 
while professionally flown and 

or charter aircraft may carry 
limits as high as $250 million.

• Approved Use:  
Typically, aircraft can be 
used for Part 91 “pleasure & 
business,” including leases, or 
on-demand Part 135 charter. 
Make sure the approved 
use mirrors actual usage.

• Territory: Most policies 
include North America, 
including the Caribbean, 
Canada and Mexico. Wording 
varies from company to 
company so check the policy 
to make certain, or call us. 
If needed, coverage can 
be amended or purchased 
to include the Western 
Hemisphere or even worldwide 
coverage. Remember that 
Mexican liability coverage, 
written by a Mexican insurer, 
and EU coverage is required 
for landings or overflights in 
those areas. If you are planning 
a trip to Mexico or the EU, we 
can help to make certain you 
have the required coverage.

• Certificates of 
Insurance: Frequently, owners 
are asked to provide third 
parties such as community 
hangar owners, FBOs, 
maintenance facilities, and 
others status as additional 
insured, but do not delete 
the certificate once the 
requirement has expired. These 
certificates can have the effect 
of potentially diluting your 
coverage, so please let us know 
if they are no longer needed.

Your aircraft insurance 
policy is a living document 
that should be updated as 
needed. We are here to help 

you secure the coverage that 
meets your needs and gives 
you the best value. If you have 
questions about your policy, 
provisions or updates please 

contact me, Dale Barnard, 
Twin Commander Program 
Manager, at Gallagher Aviation; 
telephone 360-635-8008; 
email dale_barnard@ajg.com.

And, be sure to see us—
Gallagher Aviation—at NBAA 
in Las Vegas November 
17-19 at booth N1713.

Dale Barnard is the Twin 
Commander Insurance Program 
Manager for Gallagher Aviation.

Preflight Your Aircraft Insurance Policy

INSURED TO FLY

By Dale Barnard



l  7 www.flightlevelsonline.com

FROM THE SHOP FLOOR

Twin Commanders Continue to Amaze
This is another in our 

continuing series of information 
and maintenance tips provided 
by highly experienced technicians 
at Twin Commander factory-
authorized Service Centers. Our 
thanks to Steven Reid of Legacy 
Aviation Services for providing 
his insights on the structural 
aspects and the integrity of Twin 
Commander aircraft. Portions 
of this article are variations of 
previous or historic publications.

Throughout all the variations of 
the Twin Commander models, the 
basic design and appearances were 
a constant. This was because pilots 
quickly learned to appreciate the 
superior handling and performance 
qualities that were built into to 
these aircraft. Twin Commanders 

soon gained a reputation for being 
capable and a pleasure to fly.

Twin Commander aircraft 
are considered the strongest in 
the general aviation fleet, and 
are noted for their low Vmc, 
stall speed, and straightforward 
handling. These qualities make 
them very desirable both to the 
domestic private and corporate 
market as well as foreign operators.

Durability is an important 
design objective for any aircraft, for 
both safety and sales reasons. It is 
often said that Twin Commanders 
are small airplanes built upon 
big-airplane philosophy. They 
have been described as massive, 
heavier, and structurally superior 
than most. American pilot Mr. 

R.A. “Bob” Hoover became 
famous for flying aerobatics in 
Twin Commanders. The aircraft’s 
strength, capabilities, and 
maneuverability became legendary.

Twin Commanders feature 
a distinguished profile and a 
robust structural design, along 
with the high wing and engine 
configuration that keeps the 
engine heat and exhaust well 
away from the cabin. They are 
well suited to a variety of roles, 
having served as regular public 
transport, military transport, cargo, 
passenger charter, coastal patrol, 
aerial photo, surveillance, oceanic 
pollution control, forestry, fish and 
wildlife services, mineral survey, air 
ambulance, calibration of airways 
and navigation aids—even V.I.P. 

transport for a U.S. president and 
an Australian prime minister.

Twin Commanders are 
known to be competitive in 
capital cost and speed, but far 
superior in terms of reliability and 
cost of operation. The design 
continues to amaze modern-
day aerodynamicists and pilots 
alike. With a loyal following of 
pilots, owners, freight operators, 
corporate flight departments 
and modification enthusiasts, we 
can look forward to enjoying this 
fine aircraft well into the future.

A recent Maintenance Alert 
issued by Twin Commander 
Aircraft addresses the potential for 
corrosion to develop as a result of 
moisture that becomes trapped 
under the dorsal fin on Model 
690A and B Twin Commanders. 
The original dorsal fin design 
for the 690A/B does not allow 
for dispersion of moisture that 
builds up on the fuselage beneath 
the dorsal, and this can lead to 
corrosion on the fuselage skin.

The trapped moisture problem 
can be eliminated by installing 
Custom Kit (CK) 193, which is 
comprised of a weep-hole system 
of parts, including shims, to be 
installed under the existing dorsal 
to provide channels for moisture to 
drain out of the cavity. Or, better 
yet, replace the original plastic 

dorsal fin with one constructed 
from stronger, more durable 
composite laminate material. The 
new dorsal fin also incorporates 
channels to disperse moisture. 
CK 195 is the new dorsal fin for 
Twin Commander models 500S, 
681, 685 and 690; CK 196 is 
for the 690A/B. Contact your 
Twin Commander-authorized 
Service Center for more details.

Custom Kits Offer Choice of Improved Dorsal Fin
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A well-trained pilot should have 
a strong foundation of knowledge 
of the systems of the aircraft and 
a good understanding of the 
normal and emergency checklists 
described in the Pilot Operating 
Handbook. In addition, the 
pilot should hand-fly the aircraft 
frequently and understand time 
management. Those are givens. 
What else should the skilled, 
proficient, and competent pilot 
know about the aircraft and how 
best to fly it? Over the years, 
through talking with other pilots 
and flight instructing in the Twin 
Commander, I have developed 
some tips and tricks that should 
enhance your pilot skills, 
procedures and techniques from 
before the preflight to post flight.

The first has to do not with 
the operation or condition of 
the airplane, but rather the pilot. 
As the pilot, you should make 
a risk-management decision as 
to whether you are physically 
fit to fly that day. Many of 
our pilot organizations and 
the FAA have collaborated to 
develop the acronym “I AM 
SAFE,” which represents:

• I for Illness: Do 
I have an illness or any 
symptoms of an illness?

• M for Medication: Have 
I been taking prescription or 
over-the-counter drugs?

• S for Stress: Am I 
under psychological pressure 
from the job? Worried about 
financial matters, health 
problems or family discord?

• A for Alcohol: Have I 
been drinking within the last 
eight hours? Within 24 hours?

• F for Fatigue: Am I tired 
and not adequately rested?

• E for Eating: Am I hungry?

Answering “Yes” to any of 

these should be a warning flag, 
possibly leading to a decision 
to reschedule your flight.

PLANNING THE FLIGHT

Flight planning has come 
a long way in the last 20 years 
with so many computer and app 
programs to do the hard work and 
greatly reduce the time required to 
plan and file. Here are just a few:

• www.Fltplan.com

• www.Foreflight,com

• www.Duats.com

• www.GarminPilot.com

When using technology, one 
caution to remember is to do 
a double or logic check of the 
selected route. For example, it 
would be easy to overlook filing 
a route to MIA (Miami, Florida, 
International) rather than MAI 
(Marianna, Florida, Municipal). 
Another caution would be to 
remember that the online flight 
planning program’s stated fuel 
estimate for an essentially direct 
flight might not be sufficient if 
the flight is rerouted due to ATC 
flow or weather situations. In 
addition, fuel burn calculations 
for high-altitude cruise flight 
might not be the same for a 
diversionary flight at low altitude.

PREFLIGHTING

Preflighting the aircraft should 
start at a distance as you walk 
towards the plane. Overall general 
condition, proper tire inflation 
and any fluid leaks should be 
observed. Before turning the 
battery switch on and activating 
the electric hydraulic pump, 
check the hydraulic system fluid 
level for accurate indication.

Checking the nitrogen pressure 
on the gauge located in the left 
wheel well is of such importance 
that it should be listed as a 
warning statement in the POH. The 
required pressure is 425 to 525 
psi. I remember the limitation by 
calling it “Oklahoma City Happy 
Hour.”  Operating the aircraft with 
the pressure below 425 might not 
allow for full extension of the main 

landing gear if the aircraft has 
experienced a hydraulic failure.

The 690 series and some 
later JetProp Commanders have 
a pilot-friendly way to check the 
environmental system oil level. 
This check should be completed 
before the first flight of the day. 
Low oil level may result in an 
environmental turbine failure 
and smoke in the cockpit.  

The Twin Commander’s unique 
fuel cap design, which uses a 
quarter-turn locking fastener, 
combined with refuelers typically 
not having a screwdriver in their 
possession, can and has resulted 
in fuel caps departing the aircraft 
in flight, leading to extensive 
porting of fuel from the affected 
tank. A good and simple tip is 
to have a screwdriver readily 
available to use during refueling. 
Also, always recheck the refueler’s 
work to ensure the fuel stays 
where you want it—in the tank. 

One of the most ignored 
preflight checklist items is the 
oxygen system. Bottle pressure 
should be sufficient for payload 
and flight duration. Within the 
POH is a chart that details the 
amount of oxygen available, 
expressed in time, based on 
passenger load and flight altitude. 
The pilot’s oxygen mask should 
be preflighted to ensure proper 
hands-free fit (the elastic should be 
functional); that the selector switch 
is in the 100-percent delivery 
position; and that oxygen flows 
normally. And here’s something 
to consider: Many pilots carry a 
set of clear swimming goggles 
in the event they encounter 
smoke in the cockpit.

Check the deice extractor 
pump output port on the right 
side of the fuselage to ensure that 
a mud-dauber (insect) has not 
nested and blocked the output. 
If not cleared, the deice boots 
will inflate after engine start.

The final preflight tip is to 
remove the gust lock and check 

By Hugh Davis

CONTROL COLUMN

Continued on page 9 >

Tips and Tricks for Safely Flying Your Twin Commander 
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all flight controls for freedom of 
movement before engine start. 
This will prevent an embarrassing 
moment and possibly an 
engine shutdown and restart.

IN FLIGHT

During flight operations always 
be ready for the EMERGENCY. 
Hot and hung starts, fire on the 
ground, evacuation procedures, 
rejected takeoffs, engine failures 
in flight and landing gear failures 
are uncommon due to the well-
designed Twin Commander. 
However, they do happen. Your 
recurrent training provider will 
review all of the above events, 
but a good tip is to periodically 
devote a few minutes of cruise 
flight to reviewing the emergency 
checklist so the steps, especially 
for the memory items, are 
fresh in your mind in case any 
of these abnormals occurs. 

While in the cruise phase, 
checking the destination and 
alternate weather has been made 
easier with the aid of NEXRAD or 
ADS-B weather broadcast. If your 
aircraft does not have either of 
those capabilities, there is always 
Flight Watch. The proper frequency 
is located on the enroute chart.

As of August 2015, the Flight 
Watch frequency 122.0 was 
eliminated in many areas. Flight 
service stations will continue to 
monitor the universal frequency 
of 122.2. The use of 122.2 
should be your new standard 
no matter your area of flight.

Scanning the flight instruments 
should be a normal and timely 

event during all phases of 
flight. However, some of the 
indicators are ignored, such as 
the electrical load meters on 
the overhead panel, or engine 
and system indicators not within 
direct eyesight. One way to 
correct that is to scan these 
often-overlooked indicators 
after completing a frequency 
change or an altimeter change.

Passengers get concerned 
when the aircraft encounters 
turbulent air, ice, or even a change 
in destination due to an aircraft 
abnormal or weather. When time 
permits use your Crew Resource 
Management and communication 
skills to provide your passengers 
with updates of the flight 
situation when things change.

HIGH-RISK PHASE

The majority of aircraft 
accidents happen at some point 
from top of descent to the landing 
phase. This is where you, as the 
pilot in command, will be tasked 
to use superior time management 
skills to complete the flight 
without incident. Receiving the 
weather via ATIS or AWOS is just 
the beginning of the lateral and 
vertical plan. Reviewing the STAR 
will give you required crossing 
altitudes. Placing those altitude 
restrictions into the GPS navigator 
will help in the vertical plan. If 
the avionics system is without 
VNAV capability, compute a 
planned descent by multiplying 
the required altitude loss (divided 
by 1000) by three (3), which will 
give you the distance prior to the 
waypoint to start the 1500-fpm 
descent. For example, if you have 

to descend 15,000 feet, multiply 
15 times 3 to compute top-of-
descent distance at 45 miles.

While you are creating your 
lateral and vertical approach plan, 
remember to Build It, Bug It, and 
Brief It. After determining which 

approach you’ll be flying at the 
destination airport, select the 
procedure in the GPS receiver and 
“Build It” by setting frequencies, 
inbound course, minimums, and 

Legacy Aviation, an authorized 
Twin Commander Service Center, 
has acquired the landing gear 
and component repair and 
overhaul business from Higher 
Planes, a long-time provider 
of parts for Twin Commanders 
and several other airframes.

Legacy has moved tooling, 
equipment, inventory, and FAA-
approved data from the Higher 
Planes facility in Conroe, Texas, to 
Legacy’s base at Clarence E. Page 
Field in Yukon, Oklahoma, west 

of Oklahoma City. The business is 
being renamed Legacy Aviation 
Components. Higher Planes 
founder Barry Cain is serving as a 
consultant to Legacy during the 
transition. Trey Wallace is making 
the move from Higher Planes 
to become shop supervisor at 
Legacy Aviation Components.

“Higher Planes has been in 
business for 23 years,” noted 
Legacy President and CEO 
Raul “RJ” Gomez. “Every Twin 
Commander Service Center 

uses Higher Planes for landing 
gear, hydraulic, and component 
overhaul and repair.”

Legacy Aviation Components 
should be fully operational by 
the end of 2015, Gomez said. 
There should be no interruption 
in service, nor any decrease in the 
quality of repairs and overhauls as 
a result of the transition, he added.

The Higher Planes acquisition 
is the latest chapter in Legacy’s 
recent history of growth. The 

company acquired Mid-Continent 
Aviation, its MRO neighbor at 
Clarence E. Page, last year and 
in so doing became the single-
source FBO on the field. Legacy 
upgraded Mid-Continent’s offices, 
renamed it Legacy West, and 
brought in World Fuel Services to 
provide Phillips 66 aviation fuel.

For more information, contact 
RJ Gomez at Legacy Aviation 
Services at 405-350-2100.

Legacy Acquires Parts Overhaul and 
Repair Business

<   Continued from page  8  
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• Dual 10.4" Primary Flight Displays
• 12.4" Multifunction Display
• S-Tec 2100 Digital Flight Control System
• Integrated Crew Alerting System (CAS)
• FlightCharts & SafeTaxi
• Dual WAAS-Certified Radio Modules
• Dual Solid State Attitude & Heading Reference Systems (AHRS)
• New Fuel, Oil & Hydraulic Pressure Transducers
• New Engine Fuel Flow Transmitters
• Radar Interface

OPTIONAL EQUIPMENT
• RVSM for 690C/D & 695/695A Models
• GWX 70 Digital Weather Radar with 12" Antenna
• Doppler & Ground Clutter Suppression for the GWX 70 Radar
• GDL 69A XM Weather Receiver with Music
• ChartView
• Synthetic Vision

www.naplesjetcenter.com
239.649.7900  |  Naples, Florida

GARMIN AND TWIN COMMANDER EXPERTS
Building on our 30+ years in Twin Commander sales, service and refurbishment, Eagle Creek Aviation 

is proud to offer the Garmin G950 glass flight deck for the Twin Commander. This new all-electronic 

Garmin panel integrates all primary flight, navigation, communication, terrain, traffic weather and engine 

instrumentation system on dual PFD’s and a large MFD. The panel also includes an integrated Crew 

Alerting System (CAS) with messages displayed on the MFD and aural alerts replacing the old annunciator 

systems.

MORE DATA ON DEMAND—The Garmin G950 MFD map display is designed to 

interface with a number of remote sensors and tracking systems, making it easy for pilots to overlay 

graphical weather, lightning, traffic, terrain and other avoidance system advisories. The Garmin 

G950 Twin Commander also displays the engine data on the MFD allowing for removal of the old 

“steam gauges” and provides a clean integrated look.

This total panel transformation also includes all new fuel, oil and hydraulic system pressure 

transducers and new engine fuel flow transmitters. All of these new components make the 

problematic maintenance and parts availability issues with old panels and instruments go away.

Take Command Of Your Flying With the Garmin G950
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library that he and his staff rely 
on for Flight Levels magazine, 
www.twincommander.com, the 
monthly eNewsletter, and various 
other Twin Commander Aircraft 
communication and marketing 
products. Mark, who is a pilot 
and aircraft owner, had previous 
experience with air-to-air photo 
shoots, so he was fully aware 
of the complexity involved in 
organizing and accomplishing one.

“There are so many variables 
involved,” Mark says. “First, 
there’s the photographer. Air-to-
air photography is a real specialty, 
and there are very, very few people 

who are good at it. It’s a dynamic, 
noisy, turbulent environment—
totally different than a controlled 
shoot in a studio, or taking statics 
on a ramp. Then you have to have 
the subject airplane, of course, and 
a platform—an airplane to shoot 
from. The platform has to be able 
to fly at a high enough speed so 
that the subject airplane won’t 
have to fly with flaps extended or 
at a nose-high deck angle. And 
you have to have pilots flying the 
subject and platform airplanes who 
are experienced formation pilots.

“But that’s just the start,” he 
adds. “You have to have the right 
locations—mountains, desert, 
seashores, open water—the 

specific background you want 
to see in the photos. Then you 
have to have the right weather, 
which means few or no clouds 
and a rising or setting sun for that 
beautiful golden light. Finally, 
when you’ve lined up all of those 
variables—photographer, subject 
and platform airplanes, pilots, 
location, and the weather—you 
have to pray that no mechanical 
issues or other problems pop up at 
the last minute to crush all of that 
careful, detailed, and expensive 
planning and preparation.” 
Mark was facing all of that, times 
three, for this assignment.

He began the planning 
last spring. First task: find a 

photographer. His research led 
him to Tyson V. Rininger, an 
experienced aviation photographer 
with an impressive resume of 
dramatic general aviation, military, 
and warbird photos, and a fan of 
Twin Commanders (http://www.
tvrphotography.com). Tyson 
was all in for the assignment, 
and he came with a bonus—a 
recommendation for a formation 
pilot, Erick Teeters, whom he has 
worked with on other air-to-air 
assignments. Mark made the call.

COULD NOT SAY NO

“Tyson and I have flown 
close formation with everything 
from Navy drones and rocket 
sailplanes to FiFi, the B-29,” Erick 
says. “I cut my teeth in a 690B. 
Recently I’ve been flying King 
Airs and Conquests and so dearly 
miss the Commander. When the 
opportunity arose to get back into 
the saddle of the Commander, 
there was no way I could say no.”

Next up, a platform airplane 
and pilot. A Beechcraft 58 Baron 
is the ideal platform because of 
its 165-knot formation speed, and 
the ability to remove the rear cabin 
doors to provide the photographer 
with a nearly unobstructed view 
of the subject airplane. Mark 
sought help through BeechTalk.
com, operated by the Beechcraft 
Owners and Pilots Group, and got 
a hit. Matt Mullahy, who owns and 
flies a Baron 58 out of Iowa and 
has formation photo experience, 
including approval to fly formation 
with the military, was agreeable to 
participate in the Twin Commander 
shoot. Mark had his team.

BEHIND THE SCENES ON A THREE-IN-THREE PHOTO SHOOT

<   Continued from page  1

Photo by Tyson Rininger

Eliminate Risk
From Your Engine
Maintenance
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• Backed by 
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GMP provides operators an added level of cost protection and affordability. Business 
and fleet operators alike can rely on Honeywell’s support with innovative programs 
such as Propulsion International’s Group Maintenance Plan (GMP).”
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Next on the checklist was the 
object of the entire exercise—the 
Commanders to photograph. Mark 
turned to the Twin Commander 
authorized Service Center network 
for help identifying candidates, 
and thanks to recommendations 
from Rob Louviaux at Executive 
Aircraft Maintenance, came up 
with three: a Commander 500B 
owned by John Levitz and flown 
by Brian Ryckman; a Model 840 
owned and flown by Rick Butler; 
and a Model 1000 owned by 
Howard Elmore, Mark Hillgren, 
Gus Osterkamp, and John Elmore 
and flown by John Kelly.

All three aircraft are based in 
the western U.S., and several of 
the owners had homes in scenic 
areas out west, so that drove 
the choice of locations—Idaho 
Falls just west of Grand Teton 
National Park, Monument Valley in 
northeastern Arizona, and the Lake 
Powell area in southeastern Utah.

And, amazingly, everyone’s 
schedule meshed at the end 
of July following AirVenture, 
where Tyson had been shooting 
for EAA. “Ultimately, it all 
came together,” Mark says.

Tyson and Erick airlined to 
Boise on a Sunday, Mark flew 
his Piper Turbo Aztec from 
Seattle to Boise, and then the 
three of them flew in the Turbo 
Aztec to Idaho Falls, where John 
Kelly was waiting with the 1000. 
Matt arrived that evening in the 
Baron after circumventing severe 
weather over the Rockies.

They briefed the photo flight 
that evening over dinner, and 
agreed on a 4:30 a.m. show the 
next morning for a 5:30 a.m. 

launch. The first unexpected 
problem popped up early the 
next morning when Matt could 
not remove a screw securing 
the rear cabin door hinge to the 
Baron’s airframe. With launch time 
approaching and the photo shoot 
in doubt, the team made a run to 
a nearby 24-hour Walmart to buy 
a Dremel tool, which succeeded in 
removing the screw. They took off 
just 15 minutes behind schedule.

Over the next two-to-three 
hours the two aircraft flew around 
far eastern Idaho and western 
Wyoming, circling one of the 
Commander owner’s farms, and 
then the mountains, including 
Grand Teton, that divide the two 
states. Mark said that at around 
10,000 feet the air was turbulent 
and chilly, but the scenery and the 
light made up for the discomfort.

The first shoot set the 
pattern for the two that would 
follow: Matt flying the Baron in 
the lead with Tyson in the aft 
cabin facing rearward to shoot 
the subject airplane; Mark also 
in the Baron to provide another 
set of see-and-avoid eyes; Erick 
in the left seat of the subject 
airplane with John in the right.

UP, DOWN, FORWARD 
AND BACK

Generally, the platform and 
subject airplanes were some 30 
yards apart. Wearing a headset and 
using an agreed-upon frequency, 
Tyson would give Erick brief, 
specific instructions on how many 
feet to move up, down, forward 
or back to position the subject 
airplane. For a more head-on 
shot of the Commander, Tyson 
would have Matt slip the Baron 

nose right while Erick slipped 
the Commander nose left.

Erick put the Commander in 
various configurations: flaps down, 
flaps and gear down, clean. Turns 
were discussed, then initiated after 
a count-down to make sure the two 
airplanes banked in unison. The 
work was exhausting, especially 
for Erick, and every 30 minutes or 
so he would break formation, take 
a breather, then join back up.

Even though he had been 
involved in photo shoots before, 
Mark was impressed. “I’m just 
amazed at how well the platform 
and subject airplanes flew together 
so well,” he says. “These were 
experienced formation guys.”

“The Commander is a pilot’s 
airplane,” Teeters says. “Even in 
close formation with a dissimilar 
aircraft it can be put precisely 
where I want it with ease: 10 feet 
up, 5 down, 20 forward. If I wanted 
to I could tickle the static wicks on 
the Baron with the Commander.”

Back at Idaho Falls they quickly 
reviewed the shots and declared 
the mission a success. Incoming 
weather kept them on the ground 
until mid-afternoon, when they 
took off in the Aztec and Baron 
for Page, Arizona, where the 840 
was positioned. The 500B soon 
arrived from the Scottsdale area.

They had planned to fly early 
the next morning to photograph 
the 500B, but conditions were 
looking ideal so they decided to 
have an early dinner, come back 
to the airport, and do the shoot 
that evening over Lake Powell. It 
came off without a hitch, with the 
camera showing excellent results.

When they got to the airport 
at 4:30 a.m. the next morning Rick 

Butler was in his 840 Commander, 
beacon flashing, “ready to go,” 
Mark says. They removed the cabin 
door on the Baron, got Tyson 
strapped in, and took off. The next 
couple of hours were spent doing 
formation 360-degree turns over 
Lake Powell, and then southeast to 
Monument Valley for more 360s. 
Finally, with the sun rising higher 

and the light growing harsher, 
the shoot was declared over.

“It’s now 7:30-8:00 a.m. 
Tuesday morning, and we were 
done,” Mark says. Three months of 
meticulous planning had brought 
together five airplanes, five pilots, 
an observer, and a photographer, 
all of whom spent three intense 
days flying and photographing. 
Three days when “nothing 
broke, the weather was good 
everywhere, and it all worked.”

100 PERCENT FOCUSED

“I think the most challenging 
part of the shoot for me was 
coming straight from EAA where 
we work 18-hour days for a week 
straight,” Tyson says. “Being that 
the Commander photo shoot 
was for a client as opposed to 
volunteering for EAA, there was 
a lot more pressure to perform 
and provide outstanding results. 
After a grueling week, it was a real 
test to be 100-percent focused.”

The thousands of digital 
images recorded on Tyson’s 
cameras eventually were culled to 
a treasure trove of fewer than 100 
“keepers”—typical for an air-to-air 
shoot. “The gear used to create 
these images, including the lens, 
camera and gyro, weighed about 
eight pounds,” Tyson explains. 
“In itself, no big deal, but after 
two-to-three hours it can get 
pretty heavy. And, even with the 
gyro, the camera needs to be 
held perfectly still in order to use 
a low shutter speed for prop blur 
while maintaining crisp focus.”

“Mark did an amazing job 
putting this team together,” Says 
Erick. “To have a group of men 
assemble from all parts of the 
country and coordinate so well 
together was amazing, and all to 

his credit. It was a great team, 
and we were able to highlight an 
amazing aircraft. Amidst mountain 
waves over the Tetons and tense 
moments a few hundred feet off 
the deck over Monument Valley, 
we were able to have our artist 
Tyson bring out the true artistry of 

Continued on page 19 >

Photo by Tyson Rininger

Photo by Tyson Rininger
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Journey to Canouan in the Grenadines and 
the Surrounding Resorts

ADVENTURE TRAVEL

Canouan is a very small 
island—population only about 
1,000—that is a part of St. Vincent 
in the Grenadines in the Windward 
chain of islands about 1,400 miles 
southeast of the southern coast 
of Florida. Its history is of French 
and British occupation. From 1871 
to 1969 it was a British colony, 
and since then it has been an 
independent country. The highest 
point on the island is Mount Royal.

For documentation you will 
need to have proof of insurance 
for operating in that part of the 
world, the airworthiness certificate 
and aircraft registration and, of 
course, your pilot and medical 
certificates. The only other 
important document needed is 
a gen dec (general declaration) 
form, which will be asked for 
on arrival and departure. 

One of the important matters 
to consider is fuel, which is rather 
expensive on Canouan. As of late 
the price has been about $4 per 
gallon. What’s more, the island 
doesn’t have any trucks to come to 
the plane so you need to position 
in front of the fuel farm and then, 
because there is no tug, you’ll 

have to taxi the plane to the next 
parking spot on the airport. We 
are in negotiation with them to 
figure out if we can use one of the 
private docks, but so far no news.

While it should be a pretty 
easy flight from Florida with a 
tailwind, I highly recommend 
stopping at Borinquen in the 
northwest corner of Puerto Rico, 
where as of October 2015 you 
can take advantage of jet fuel 
at less than $2 per gallon.

The airport on Canouan, TVSC, 
offers a nearly 6,000-foot-long 
runway with RNAV approaches 
to Runways 13 and 31. It’s pretty 
easy getting in and out, but there 
is no taxiway. The airport is served 
by an air traffic control tower. 

Most likely coming from Puerto 
Rico, San Juan hands you over to 
Piarco (which is part of Tobago 
and Trinidad and covers the 
southern part of the Caribbean), 
and then you’ll be switched to St. 
Vincent approach. When in view 
of the runway you’ll be handed 
off to the tower. It’s a pretty 
straightforward approach with the 
dominant wind coming from the 

east. Runway 13 is primary.

It’s interesting to note that 
initially the runway was 3,000 
feet long, but because of the 
number of new resorts, not 
only on Canoaun but also on 
the surrounding islands, it was 
decided that Canouan’s airport 
would become the jetport of the 
Caribbean. So they sheared the 
top off of a hill at the approach 
end of the runway on the south 
side to make room to double 
the length of the runway in 
order to accommodate larger 
airplanes including commuters 
as well as private jets. 

This year’s visit to Canouan 
revealed that a tremendous 
marina is being constructed on 
the south side of the airport. 
Soon the island will cater 
to both jets and yachts.

One of the nice resorts on 
Canouan goes by the name 

of Tamarind Beach Hotel (www.
tamarindbeachhotel.com). It has 
four buildings, each three stories 
high and constructed of wood, 
that face west and overlook the 
western side of the island. It is 
relaxing, beautiful, and run by 
an Italian, with good cuisine 
and a rather attractive beach. 

On the distant side of the 
island there’s been development 
ranging from Carenage, Raffles, 
and Canouan Resort to Pink 
Sand Resort, etc. It’s constantly 
changing, and the Pink Sand 
should be opening soon. They 
have a very exciting and attractive 
room rate in excess of $2,500 
per night! The island does 
have a golf course. Some years 
ago Donald Trump opened a 
casino on the island. That was 
before the extension of the 
runway. It has since closed.

What makes Canouan an 
attractive destination is the number 
of resorts of all tastes as well as 
all price ranges. But also to the 
south of Canouan you have one 
of the most beautiful places in the 
Caribbean, the Tobago Cays. It’s 
an archipelago comprised of five 
small islands, none of which are 
inhabited. It’s also protected as a 
marine park with a lot of wildlife.

A number of enthusiasts in 
private yachts go there and to 
some of the surrounding islands, 
one of which is called Mayreau, 
to have a look around. Overflying 
the Tobago Cays is certainly a 
worthwhile adventure to pursue 
either on arrival to Canouan 
or on departure. The Canouan 
tower controllers as well as 
approach in St. Vincent are very 
accommodating of that request.

Surrounding Canouan you 
have a number of other very 

exiting islands. One of them, 
Mustique, is known for the Cotton 
House (www.cottonhouse.net), a 
resort popular with movie stars, 
mostly British, as well as singers. 

You also have the Petite St. 
Vincent Resort (www.petitstvincent.
com), a very quiet place that 
used to be a private island with 
several houses that were turned 
into a resort about 10 years 
ago. It basically gives you the 
feeling of an Aman Resort. 

On Canouan itself you have 
Tamarind Beach Hotel as well 
as the Pink Sand Resort. On 
the island of Mayreau there is 
Mayreau Resort. All wonderful, 
exclusive places to indulge 
your island getaway dreams.

Thierry Pouille is the founder of 
Air Journey (www.airjourney.com), 
which offers aircraft owners and 
pilots escorted and concierge tours 
for destinations around the world.

By Thierry Pouille
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Model 680F: Supercharged and Fuel-Injected

The Model 680F was the 
eleventh Commander model to 
be placed into production. The 
first 23 were built by the Aero 
Design & Engineering Company, 
a subsidiary of Rockwell-Standard 
Corporation, at Bethany (Wiley 
Post Airport) in Oklahoma City. The 
next 79 were produced by Aero 
Commander Inc., also a subsidiary 
of Rockwell-Standard Corporation. 
The last three were built by the 
Aero Commander Division of 
Rockwell-Standard Corporation.

All 105 aircraft were produced 
between May 1960 and October 
1964, with serial numbers in the 
range 680F-871-1 through 680F-
1447-152, although the first one 
was converted from a 500A, 
serial number 500A-871-1.

Of these, 41 were 
initially certified in 1960; 32 
in 1961; 28 in 1962; two in 
1963; and two in 1964.

However, these serial numbers 
also included examples of a 
pressurized version, the 680F(P). 
However, this wasn’t certified as a 
new model, as the pressurization 
package was considered an option.

The 47 aircraft designated as 
the 680F(P) were within the serial 
number range 680F-1048-56 
through 680F-1439-151. The FAA 
granted certification approval of 
the 680F(P) on June 29, 1962.

A factory document describes 
the Model 680F, under Wing 
Drawing 5170045, as “the same 
as the Model 680E except for, a) 
gross weight increased to 8000 
pounds; b) Lycoming IGSO-540-
B1A engines; and c) redesigned 
nacelle and main gear. The 680F 
was certified on August 23, 
1960 per CAR 3, May 15, 1956, 
Amendments 3-3 and 3-4.”

The Model 680F was indeed 
certified on August 23, 1960, under 
Type Certificate 2A4 with 340 hp 
Lycoming IGSO-540-B1A engines 
and 93.5-inch-diameter three-blade 
Hartzell HC-B3Z30-2B propeller 
hubs with 9349 model blades. 
Gross weight is 8,000 pounds.

It was the first Commander 
model to have both supercharged 
and fuel-injected engines. 
Serial number 680F-1000-39, 
the 39th 680F, was the 1,000th 
production Commander built.

On September 20, 1960, 
Geraldyn “Jerrie” M. Cobb 
established a new world record 
for altitude, reaching 11,257 
meters (equating to 36,932.41 
feet) at Santa Monica, California, 
in N6139X, serial number 

680F-920-2. An Experimental - 
Demonstration category Certificate 
of Airworthiness had previously 
been issued on September 17. 
However, the 1960-61 edition of 
“Jane’s All The World’s Aircraft” 
quotes “Flying a standard Model 
680F, Miss Jerrie Cobb set up an 
international class C-1.d height 
record of 37,010 ft. (11,281m.) 
on September 20, 1960,” while 
the 1961-62 edition quotes 
“Flying a standard Model 680F, 
Miss Jerrie Cobb set up an 
international class C-1.d height 
record of 36,932 ft. (11,257m.) 
on September 20, 1960.”

Four Model 680Fs were 
modified to Mr. RPM (Richard 
P. MacCoon) “Turbo 800s” 
under STC SA2691WE.  These 
had the 400-hp Lycoming IO-
720-B1B(D) engines, modified 
with the installation of a Rajay 
turbocharger system under 
STC SE62WE, coupled with 
80.625-inch-diameter Hartzell HC-
A3VK-2A/V8433(B)-4R propellers.

Barry Collman’s lifelong 
interest in airplanes began when 
he was growing up in a house 
located underneath the downwind 
leg to busy Northolt aerodrome, 
an R.A.F. base near London-
Heathrow airport. As a young 
teenager he discovered airplane 
“spotting”–hobbyists’ observation 
and logging of aircraft by make, 
model, and registration number. 
The hobby began to grow into a 
passion as Collman joined a club 
of like-minded spotters. At one 
point he purchased a copy of the 
January 1966 U.S. Civil Aircraft 
Register, and thumbing through it 
came upon the Aero Commander. 
He was hooked. Eventually he 
acquired every available FAA 
microfiche file on Commanders, 
and since 1995 has made annual 
pilgrimages to Oklahoma City 
to sift through FAA records. He 
now has a database with more 
than 96,100 records as well as 
a collection of negatives, slides, 
photographs, digital images, 
magazines, brochures, knick-
knacks–and a very understanding 
wife. This series on Commander 
production history originally was 
written for the Twin Commander 
Flight Group, of which he is 
an enthusiastic member.

By Barry Collman

Painted in Factory Design #1-60 in Polar White and Baltic 
Blue as N6137X, this Model 680F was originally certificated 
on January 6, 1961, with 67-gallon auxiliary fuel tanks. It was 
delivered by the Air Carrier Service Corp., of Washington, DC, 
to the Asahi-Shimbun Newspaper Company in Tokyo, Japan. 
Prior to delivery a temporary ferry fuel system comprising 
300 gallons was installed. It remained in service until May 
1982 when it was withdrawn from use and placed on display 
with the Modern Transport Museum in Osaka, Japan.

Note the co-pilot’s window has been modified to allow it to 
slide back to allow for photography to illustrate news items. As 
a model recognition feature, note the three nacelle intakes, a 
common feature along with the Model 560F. Other models in 
the group, the 500B, 500U & 500S, only have two such intakes.

This photo, scanned from a factory negative, is of N78395, 
originally certificated on August 23, 1963 and painted in 
a special design in Bluetone White, Scarlet Bleeder Red, 
and Black. After being modified by installing a camera 
facility, it was delivered by Air Ferry International Inc., of 
Pacific Palisades, California, to Auckland, New Zealand, to 
the New Zealand Land & Survey Department of Hastings, 
which owned it jointly with NZ Aerial Mapping Ltd., whose 
logo can be seen underneath the pilot’s window. Also 
clearly seen at the front of the nacelle are three intakes.

LOOKING BACK
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Special Discount on Environmental Control 
System Modifications

800-669-2704       www.nationalflight.com

 Toledo, Oh        Lakeland, Fl      New Braunfels, Tx        

LET US BE YOUR
ENGINE 

SERVICE CENTER 
AS WELL...

Twin Commander Aircraft is 
offering a special discount off the 
list price for Custom Kit (CK) 183 
to convert a Sundstrand Air Cycle 
Machine system to an Enviro bleed 
air system. CK 183 is applicable to 
all serial-number 690Cs, and Ds, 
and all 695s, 695As, and 695Bs. 
If you fly a 690C or 695 that has 
had CK 141 installed, you can 
upgrade to CK 183 for even better 
airflow at a fraction of the cost of 
the complete CK 183 install. The 
special discount applies to CK 183 
kits ordered before the end of 
the year. Plus, take an additional 
10 percent off all parts required 
to complete the modification 
that isn’t already included in the 
CK183 kit. Kits are in stock and 
available for immediate shipment.

It gets better

Combine a CK 183 kit with 
an Air Comm Corporation 
(Keith Products) vapor cycle air 
conditioning system or an R12 
to R134a upgrade and receive 
an exclusive ACC discount of 

10%. The kits must be ordered 
by the end of the year and 
installed by one of our authorized 
service centers. Inquire about 
current production lead times 
when placing your order.    

For more information, 
contact an authorized Twin 
Commander Service Center. 
For a list of authorized Twin 
Commander Service Centers, 
visit http://twincommander.
com/serviceCenters.html.

<   Continued from page  9

all other values you’ll be using 
on the approach procedure.

Review the MDA/DA on the 
approach plate and “Bug It” on a 
slip of paper—a sticky note such 
as a Post-It is preferable—and also 
on the altimeter, if possible. Also 
draw a simple stick map depicting 
the missed approach procedure 
and altitude requirements, and 
stick the slip of paper on the 
panel near the altimeter.

Finally, “Brief It”—the full 
approach and missed approach 
procedures—out loud, even if 
you are flying single pilot. This tip 
allows you to concentrate on your 
flight guidance and eliminates 
the need to review the approach 
plate during the final critical phase 
of the instrument approach.

CRITICAL PHASE

The critical phase of flight is 
similar to finding yourself racing to 
the bus stop before the bus leaves. 
This can be a stressful encounter.  
Arriving at the Final Approach 
Fix or critical phase of flight not 
prepared to begin the descent 
in the landing configuration can 
be equally stressful. A trick to a 
successful approach and landing 
is to be at 150 KIAS in clean 
configuration in the initial phase of 
the approach, then complete the 
landing configuration and checklist 
1-to-2 miles prior to the Final 
Approach Fix. With these tasks 
completed all you will need to do 
is fly the aircraft on a successful 
approach to an uneventful (and, 
hopefully, smooth) landing.

Upon engine shutdown exit 
the Commander and immediately 
install the external rudder gust 
lock, thus reducing the possibility 
of any damage to the rudder cable 
attachment point at the base of 
the rudder post. At this time you 
also should check the engine 
oil reservoir levels for proper 
indication, as per the POH.

A safe pilot with proficient 
knowledge of the aircraft who 
uses good CRM and time 
management is akin to a well-built 
watch. Maintaining all the parts 
of the watch will give the owner 
years of reliable use. However, 
if any one part fails the watch 
will stop working. Integrating 
these tips and tricks into your 
normal training scenarios and 
using them regularly when you fly 

should make for safer operation 
of your Twin Commander.

Hugh Davis began his flying 
career in 1968, and in 1969 
became a dual-rated Aviator, 
Instrument Flight Instructor 
and Flight Examiner in the U.S. 
Army. After a 21-year career 
with Continental Airlines he 
retired in 2005. He then worked 
as a corporate pilot flying a 
Twin Commander, and joined 
FlightSafety as a ground, simulator, 
and aircraft flight instructor in all 
models of the Twin Commander. 
He is a frequent contributor to 
Flight Levels magazine, and 
has been a featured speaker at 
the bi-annual Twin Commander 
University. He currently serves as 
an instructor and mentor pilot in 
Twin Commanders. Contact Hugh 
at hughdavis@earthlink.net.

CONTROL COLUMN TIPS & TRICKS

Photo by Tyson Rininger
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Operating out of Barrow 
and Prudhoe Bay along Alaska’s 
northern coastline, a Clearwater Air 
crew and three NOAA observers 
would depart on a mission lasting 
up to five hours and reaching 
200 miles offshore in the western 
Beaufort Sea and northeastern 
Chukchi Sea. The Commander 

had been modified by replacing 
the standard windows in the 
cabin door and emergency exit 
with special bubble observation 
windows, and installing camera 
ports in the belly. With no cabin 
pressurization available, the crew 

flew the en route segments to far 
offshore research areas at 10,000 
feet and a reduced, fuel-saving 
power setting that yielded a 
cruise speed of 180-200 knots.

Once on scene the crew 
descended to anywhere between 
2,500 to 500 feet MSL, and flew 
pre-programmed GPS transect 
lines at 115 knots IAS. When 
a group of marine mammals 
was spotted, the crew flew 
circles to allow the observers 
to get an accurate count.

The Commanders are stocked 
with disposable urine containers, 
but Harcombe notes that “most of 
our guys and the observers have 
been doing this a long time, and 
they are physiologically capable of 
doing extended flights.” However, 
“coffee is not practical until halfway 
through the flight,” he adds.

Some 26 sorties were 
conducted in July and August, 
covering more than 17,000 miles 
including about 9,000 transect-
line miles flown at low altitudes. 
According to the official report 
on the survey, observers saw 
118 bowhead whales including 
11 calves; 2,253 beluga whales; 
60 gray whales including four 
calves; 13 killer whales; 923 
walruses; and 28 polar bears 
including four cubs or yearlings. 
The report did not refer to the 
great memories recorded, but 
how could anyone, professional 
pilots and working scientists 
included, not be moved after 
seeing thousands of wild marine 
animals in such pristine settings.

Those kind of experiences 
never grow old for Harcombe. 
A native of Roseburg, Oregon, 
Harcombe began flying 
professionally in 1999. Over the 
next decade he flew everything 
from Cessna Caravans for a small 
scheduled carrier along Alaska’s 
north coast to the Lockheed P2V 
Neptune for forest fire suppression 
in California, New Mexico, and 
Florida. He also did a stint with 
a small operator in Alaska that 
conducted aerial surveys, and 

realized that flying for a larger 
purpose—one having to do with 
environmental stewardship—was 
his passion. “I am very interested 
in the science, in mission-oriented 
operations,” he explains.

That realization resulted in 
him buying the small aerial survey 
operator. “I saw an opportunity 
that was very closely aligned 
with my personal interests—
the science,” he says. 

That was in 2010. He quickly 
began expanding, adding aircraft 
and capabilities including a Part 
135 operating certificate approved 
for day and night VFR and IFR. 
Today, Clearwater Air operates a 
690A Commander, a 690B, and 
a 690C Model 840. The two 690s 
are equipped with slipper fuel 
tanks for long-endurance flights, 
as well as the bubble observation 
windows and a camera port. The 
low-altitude, slow-speed surveys 
are flown with a quarter-to-half 
flaps extended, not so much to 
lower stall speed as to lower the 
deck angle for better visibility for 
the observers, Harcombe explains. 

Clearwater Air’s Commanders 
are flown by experienced crews. 
“Our average captain has 
10,000 hours pilot-in-command 
time,” Harcombe says.

Why Twin Commanders? “The 
high wing for an unrestricted view 
from abeam forward, two turbine 
engines for safety, and the ability 
to fly at slow airspeeds,” Harcombe 
says. “But the thing that sets the 
Twin Commander apart from, say, 
a Twin Otter, is that even though 
we may be 200 miles offshore, 
we’re just 45 minutes out. The 
ability to fly at 115 knots for the 
surveys and 240 knots to escape 

imminent bad weather and get 
back is a wonderful tool to have.”

Reliability is another strong 
point for the Commanders, 
Harcombe says. “The dispatch 
rate is very good. We run a couple 
of unscheduled down days per 
hundred days of flying.” With 
April through October devoted 
to mission flying, inspections 
and major maintenance are 
done over the winter.

The Commanders typically 
stage out of Nome, Kotzebue, 
Barrow, and Prudhoe Bay to fly 
surveys over northern coastal 
Alaska and the Chukchi and 
Beaufort seas, which comprise the 
U.S. part of the Arctic Ocean.

Predominantly, the work is 
collecting data on abundance 
and/or distribution of marine 

Continued on page 19 >

<   Continued from page  1

WHALE WATCHING –AND MORE

Clearwater’s aerial survey flights 
usually involve a crew of five: 
The flight crew; two NOAA 
observers who spot, identify, 
and count marine mammals; 
and a third NOAA staffer who 
records the information.
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Trendy, or Not So Much?

So what’s trending in the 
turboprop market? In a word, 
stability. Seems almost an antonym 
for a trend. Or, instead of stability, 
is stagnancy the correct term 
to describe market conditions, 
as Fletcher Aldridge recently 
pondered in his Vref newsletter?

The Vref Aircraft Value 
Reference shows that pricing 
is flat over many markets, 
Commanders included. By the 
numbers, leading market data 
provider Jetnet says an average 
of 51 Commander turboprops 
have been for sale over the past 
six months, and wouldn’t you 
know, we have 51 planes showing 
available now. Total transactions 

for the period, according to 
Jetnet, equal 20—roughly a 
year’s supply, and far less than 10 
percent of the active fleet, which 
again points to a stable market.   

One trend that never goes 
out of style is buyers’ desire for 
a well-kept, updated aircraft. 
I’ve said it before: There’s no 
question that the smart buyers in 
any market want the best aircraft 
they can buy. With pricing flat, we 
see the no-excuse planes that are 
priced fairly, sell quickly, while the 
projects do not. I think this holds 
true in any market. So you may 
as well keep it nice and enjoy it. 
You’ll have something to sell when 
life, or your mission, changes.  

While many later-model jets 
continue to flow out of Europe, 
and problems in Brazil continue to 
push corporate aircraft back to the 
U.S. market, international buyers 
continue to build on their majority 
holdings of the Commander 
fleet while approximately 280 
remain active in the US of A.  
What’s clear is the confidence 
of international buyers in their 
ability to support the aircraft in 
far-flung corners of the globe.

Confidence in economical 
support is refreshing when 
compared with other legacy 
aircraft and even some current 
production aircraft. Commanders 
continue to be well supported. 

Buyers outside of the U.S. are value 
buyers, and their affection for the 
Commander brand remains strong. 
The airplanes have a worldwide 
reputation for getting the job 
done, from the African desert to 
the lush terrain of Brazil. Special-
mission use in the U.S. continues 
to grow as contractors move from 
aging piston twins to more reliable 
and capable turbine equipment. 
What plane makes money 
doing the hard work required in 
forestry or the survey industry? A 
Commander JetProp, of course.

Bruce Byerly is vice president 
at Naples Jet Center and a 
long-time Twin Commander 
sales professional and pilot.

By Bruce Byerly

MARKET REPORT

aircraft to the doubtful revenue 
agent. This will enable you to 
quickly recount the situations 
where your use of private aircraft 
has been superior to commercial 
airlines because of the flexibility 
afforded by private aircraft.

In sum, complete and accurate 
records are important when 
using an aircraft for business. 
When documenting the business 
use of your aircraft, the more 
the better. Proper flight logs 

and records will not only assist 
you in meeting recordkeeping 
requirements for aircraft-related 
income tax deductions, but may 
also serve you well in ending an 
audit more quickly and easily.

 Letisha D. Bivins, Esq., is 
employed as a Legal Advisor at 
Advocate Consulting Legal Group, 
PLLC, a boutique law firm focusing 
exclusively on the tax and FAA 
compliance considerations of 
general aviation business aircraft. 

Letisha has helped hundreds of 
clients navigate tax examinations, 
appeals, and litigation at both the 
state and federal level. A graduate 
of Florida State University College 
of Law (J.D.) and University of 
Florida Levin College of Law 
(LL.M., Taxation), she is licensed 
to practice in Florida, as well as 
before the United States Tax 
Court and U.S. District Court, 
Middle District of Florida.

<   Continued from page  5

DOCUMENTING USE OF YOUR AIRCRAFT 
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mammals,” Harcombe says, 
although some missions can have 
a more specific objective. “We 
have done photo identification 
of individual bowhead whales 
based on scar patterns,” he adds.

Planning for a mission can 
begin months in advance, when 
Clearwater Air personnel confer 
with scientists to craft logistics and 
methodology for collecting the 
desired data. Typically, the mission 
involves the two Clearwater 
crewmembers, two observers 
provided by the contracting 
federal agency, and a third agency 
scientist who records the observers’ 
sightings. The pilots hand-fly 
the transect lines using a pair of 
WAAS-capable Garmin GNS 530s.

“If we observe whales 
exhibiting interesting behaviors, 
or locate infrequently occurring 
species, we may spend up to 20 
minutes flying circles and getting 

photos,” Harcombe explains. 
If the animals are spotted at 
some distance from the pre-
determined course, “we will 
break track, fly over and acquire 
them, determine the species, 
and make a count of the calves 
present. Then we return to the 
line and go back on transect.”

This past summer Clearwater 
had three projects running 
concurrently including a bowhead 
whale survey in the Beaufort 
Sea, monitoring offshore 
drilling in the Chukchi Sea, and 
a marine mammal mitigation 
program associated with 
commercial offshore drilling.

Given Clearwater’s low-and-
slow overwater mission tactics and 
Alaska’s unpredictable weather, 
risk is a central concern. “Certainly 
we have dealt with unexpected 
situations, although there have not 
been any real mechanical issues,” 

Harcombe says. “Generally it’s 
an unforecast change in the arctic 
maritime weather. But we have an 
enormous amount of experience 
in the cockpit to help us navigate 
through such problems.”

One important tool that 
Clearwater has developed to 
assess and mitigate risk is a Safety 
Management System (SMS), a term 
the FAA describes as a “formal, 
top-down business approach 
to managing safety risk, which 
includes a systemic approach 
to managing safety, including 
the necessary organizational 
structures, accountabilities, 
policies and procedures.”

“We developed our SMS 
internally,” Harcombe says, “and 
have been very impressed with its 
results. As a small company we 
absolutely believe in the strength 
and purpose of an SMS. We have 
a very definite top-to-bottom 

<   Continued from page  17

<   Continued from page  13

the Commanders design. It was 
one solid group of aviators, and it’s 
amazing to me that in a moment’s 
notice our love for aviation 
brought us together as a team, 
as if we had never been apart.” 

“I’m so grateful to have had 
an experienced camera ship 
pilot,” Tyson says. “Matt was 
rock solid the whole time and 
showed excellent judgment. It’s 
no wonder the air force trusts 
him to fly alongside F16s in his 
Baron. Also, I’m grateful to all 
the owners and pilots I was able 
to fly with, and on such short 
notice become a team with them 
in the cockpit to make the magic 
happen. Thanks to Mark for putting 
the whole thing together.”

commitment to our system. 
We believe very strongly in the 
benefits of it, and the enhanced 
safety with which we conduct our 
operations as a function of it. We 
want to emphasize our strong 
belief in our SMS, and our guys.”

 Harcombe sounds much more 
like a dispassionate scientist than a 
stereotypical opinionated frontier 
Alaska pilot. When asked what 
changes have taken place in the 
Arctic environment over his decade 
of flying, he demurs. “There have 
been observable changes,” he 
says, “but I’m hesitant to state 
those without referencing data.” 
But he can’t completely mask 
his wonder at seeing “whales, 
walruses, polar bears, ice seals 
and harbor seals” on a daily basis 
when flying surveys. “It’s a whole 
different animal than your typical 
point-to-point mission,” he says, 
with no hint of irony in his voice.

It’s extremely rare for so many 
variables to line up and behave, 
but that’s what happened with the 
three-in-three Twin Commander 
photo shoot. Of course, all the 
planning would have been for 
naught if it hadn’t been for 
the enthusiastic participation 
of the Commander owners.

“We owe them a great debt 
of gratitude,” Mark says. “They 
donated their airplanes and, in 
the case of the 500B and the 
1000, their pilots. That’s huge.” 
Their generosity isn’t without 
its rewards, however. The 
owners will be enjoying great 
photographs of their airplanes 
for a long time to come.

WHALE WATCHING –AND MORE

BEHIND THE SCENES

Photo by Tyson Rininger
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