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THANK YOU . ..

for displaying confidence in us by selecting a Qeechcraft airplane. Our design engineers, assemblers, and
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inspectors have utilized their skills and years of experience to ensure that the new ‘Beechcraft meets the
high standards of quality and performance for which ‘Beechcrafr airplanes have become famous throughout

the world.

IMPORTANT NOTICE

This handbook should be read carefully by the owner and the operator in
order to become familiar with the operation of the airplane. Suggestions and
recommendations have been made within it to aid in obtaining maximum
performance without sacrificing economy. Be familiar with, and operate the
airplane in accordance with the Pilot's Operating Handbook and FAA
Approved Airplane Flight Manual and/or placards which are located in the
airplane.

As a further reminder, the owner and the operator should also be familiar with
the Federal Aviation Regulations applicable to the operation and maintenance
of the airplane, and FAR Part 91, General Operating and Flight Ruies. Further,
the airplane must be operated and maintained in accordance with FAA
Airworthiness Directives which may be issued against it.

The Federal Aviation Regulations place the responsibility for the maintenance
of this airplane on the owner and the operator, who should ensure that all
maintenance is done by qualified mechanics in conformity with all
airworthiness requirements established for this airplane.

All limits, procedures, safety practices, time limits, servicing, and maintenance
requirements contained in this handbook are considered mandatory for
continued airworthiness and to maintain the airplane in a condition equal to
that of its original manufacture.

Authorized @Qeechcraft Aviation Centers, International Distributors, and
International Dealers can provide recommended modification, service, and
operating procedures issued by both the FAA and Beech Aircraft Corporation,
which are designed to get maximum utility and safety from the airplane.

USE OF THE HANDBOOK

ThePilot's Operating Handbook is designed to facilitate maintaining the documents necessary for the safe
and efficient operation of the airplane. The handbook has been prepared in toose leaf form for ease in

maintenance. It incorporates quick-reference tabs imprinted with the title of each section.

October, 1984

NOTES

In an effort to provide as complete coverage as possible, applicable to any
configuration of the airplane, some optional equipment has beenincluded in
the scope of the handbook. However, due to the variety of airplane
appointments and arrangements available, optional equipment described or
depicted herein may not be designated as such in every case.

Beech Aircraft Corporation expressly reserves the right to supersede, cancel,
and/or declare obsolete, without prior notice, any part, part number, kit, or
publication referenced in this handbook.
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The owner/operator should always refer to all supplements, whether STC Supplements or

I Raytheon Aircraft Supplements, for possible placards, limitations, emergency, abnormal,

normal, and other operational procedures for proper operation of the airplane with optional
equipment installed.

The following publications will be provided, at no charge, to the registered owner/operator
of this airplane:

1) Reissues and revisions of Pilot's Operating Handbook and FAA Approved Airplane Flight Manual.

2) Original issues and revisions of FAA Approved Airplane Flight Manual Supplements.

3) Original issues and revisions of Raytheon Aircraft Service Builetins.

The above publications will be provided to the registered owner/operator at the address
listed on the FAA Aircraft Registration Branch List or the Raytheon Aircraft Domestic/Inter-
national Owners Notification List. Further, the owner/operator will receive only those pub-
lications pertaining to the registered airplane serial number. For detailed information on
how to obtain "Revision Service" applicable to this handbook or other Raytheon Aircraft
Service Publications, consult any Raytheon Aircraft authorized outlet, or refer to the latest
revision of Raytheon Aircraft Service Bulletin No. 2001.

REVISING THE HANDBOOK

When the handbook is originally issued, and each time it is revised or reissued, a new Log Of Revisions page
is provided. All Log Of Revisions pages must be retained until the handbook is reissued. A capital letter in the
lower right corner of the Log Of Revisions page designates the Original Issue (*A") or reissue ("B", "C", etc.)
covered by the Log page. If a number follows the letter, it designates the sequential revision (1st, 2nd, 3rd,
etc.,) to the Original Issue or reissue covered by the Log Of Revisions page. Reference to the Log Of Revisions
page(s) enables the user to determine the current issue, revision, or reissue in effect for each page in the hand-
book (except for the Supplements Section), and provides a record of changes made since the Original Issue
or the latest reissue.

WARNING

It shall be the responsibility of the owner/operator to ensure that the latest revisions of
publications referenced in this handbook are utilized during operation, servicing, and
maintenance of the airplane.

" AIRPLANE FLIGHT MANUAL SUPPLEMENTS REVISION RECORD

Section IX contains the FAA Approved Airplane Flight Manual Supplements headed by a Log of Supplements
page. On the Log page is a listing of the FAA Approved Supplemental Equipment available for installation on
the airplane. When new supplements are received or existing supplements are revised, a new Log page will
replace the previous one, since it contains a listing of all previous approvals, plus the new approval. The sup-
plemental material will be added to the Section in accordance with the sequence specified on the Log page.

1-4 February, 2000



BEECHCRAFT

Section||
King Air B100

General

NOTE

Upon receipt of a new or revised supplement, compare the existing Log of
Supplements in the handbook with the corresponding applicable Log page
accompanying the new or revised supplement. It may occur that the Log page
already in the handbook is dated later than the Log page accompanying the
new or revised supplement. In any case, retain the Log page having the iater
date in the folio at the bottom-left corner of the page, and discard the older
Log page.

VENDOR-ISSUED STC SUPPLEMENTS

When a new airplane is delivered from the factory, the handbook delivered with it contains either an STC
(Suppiementai Type Certificate) Supplement or a Beech Flight Manual Supplement for every installed item
requiring a supplement. If a new handbook for operation of the airplane is obtained at a later date, it is the

responsibility of the owner/operator to ensure that all required STC Supplements (as well as weight and
balance and other pertinent data) are transferred into the new handbook.

October, 1984 1-5
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WING AREA: 279.74 SQ FT

N i
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o 4S2
14 1 B100-407-10

THREE VIEW B100
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GROUND TURNING CLEARANCE

Radius for Inside Gear . . ... ... 3 feet 7 inches
Radius for Nose Wheel .. . . ... . 17 feet 9 inches
Radius for Qutside Gear .. ... ... .. e 16 feet 7 inches
Radius for WING TID .. .o o 33 feet

TURNING RADII ARE PREDICATED ON THE USE OF PARTIAL BRAKING ACTION AND DIFFERENTIAL
POWER.

October, 1984 1-7
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'DESCRIPTIVE DATA

ENGINES
NUMBER OF ENGI‘NES: 2
ENGINE MANUFACTURER: Garrett AiResearch
ENGINE MODEL NUMBER: TPE 331-6-252B
ENGINE TYPE: Turbo-propelier Engine
NUMBER OF DRIVE SHAFTS: 1
1 Single Fixed Shaft
COMPRESSOR STAGES AND TYPES
2 Centrifugal Stages
COMBUSTION CHAMBER TYPE. Annular
TUABINE STAGES AND TYPES
POWER TURBINE
Three-Stage Axial-flow Turbine
NGINE SHAFT-HORSEPOWER RATING: 715 SHP
COMPRESSOR SHAFT ROTATIONAL SPEED LIMITS
Maximum Take-offfMaximum Continuous/Cruise Climb Power: 100% (41,730 rpm)

PROPELLER ROTATIONAL SPEED LIMITS

Maximum Take-off/Maximum Continuous/Cruise Climb Power: 2000 rpm

PROPELLERS

NUMBER OF PROPELLERS: 2

PROPELLER MANUFACTURER: Hartzell Propeller, Inc. (Pigua, Ohio)
NUMBER OF BLADES: 4

PROPELLER DIAMETER: 90 inches

PROPELLER TYPE

Constant-speed, Full-feathering, Reversing, Counter-weighted, Hydraulically Actuated

PITCH RANGE (30-INCH STATION)
Feathered: +87°

Reverse: -10°

BEECHCRAFT
King Air B100

October, 1984
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FUEL

RECOMMENDED ENGINE FUELS

COMMERCIAL GRADES *
Jet A, Jet A-1, Jet B

MILITARY GRADES

JP-4. JP-5

EMERGENCY ENGINE FUELS (See LIMITATIONS Section for limitations.)
COMMERCIAL AVIATION GASOLINE GRADES

80 Red (Formerly 80/87)
100LL Blue’

"In some countries, this fuel is colored Green and designated “100L."
MILITARY AVIATION GASOLINE GRADES

80/87 Red

USABLE FUEL

Main FUEl SYStem ... 388 galions
Auxiliary FUel SySIem ... ... 82 gallons
Maximum Usable Fuel QUantity ... e 470 gallons

APPROVED FUEL ADDITIVES:

Anti-ice Additive conforming to Specification MIL-1-27686E or equivalent not to exceed .15 percent volume
when soluable in jet turbine fuel.

Fuel biocide "BIOBOR JF" in concentrations of 135 ppm or 270 ppm.

ENGINE OIL
SPECIFICATION
Any ol specified by brand name in the latest revision of Garrett SIL P331-2 Rev. 15 or Type 1: MIL-L-7808G

— Type I MIL-L-236998B.

TOTAL OIL CAPACITY: 10.5 quarts:

DRAIN AND REFILL QUANTITY: Approximately 8.0 quarts per engine.

OIL QUANTITY OPERATING RANGE: 9.3 to 10.5 guarts.

October, 1984 1-9
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MAXIMUM CERTIFICATED WEIGHTS

Maximum Ramp Wetght. ... 11,875 pounds
Maximum Take-0f WeIght ... 11,800 pounds
Maximum Landing WeIGNT ... 11,210 pounds
Maximum Zero FUel WEIGNT ... e 9,600 pounds
Maximum Weight in Rear Baggage Companment...................coi e 410 pounds

CABIN AND ENTRY DIMENSIONS

Cabin Width (Maximum})

...................................................................................................................... 54 inches
Cabin Length (Maximum between pressure

DUIKNEAS) .. e 132 inches
Cabin Height (MaximUmM) ... 57 inches
Airstair Entrance Door Width (MinEmum) ... e 27 inches
Airstair Entrance Door Height (Minimum)....... 51.7 inches
Pressure Vessel VOIUME. ... 391.7 cubic feet
Rear Baggage Compantment VOIUME ... e 53.5 cubic feet
Nose Avionics Compantment VOIUMIE ... e 16 cubic feet

SPECIFIC LOADINGS

WING LOADING: 42.2 pounds per square foot

POWER LOADING: 8.25 pounds per shaft horsepower

1-10 October, 1984
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SYMBOLS, ABBREVIATIONS AND TERMINOLOGY
The following glossary is applicable within this handbook.
GENERAL AIRSPEED TERMINOLOGY
CAS Calibrated Airspeed is the indicated airspeed of an airplane corrected for position and
instrument error. Calibrated airspeed is equal to true airspeed in standard atmosphere
at sea level.
GS Ground Speed is the speed of an airplane relative to the ground.
1AS Indicated Airspeed is the speed of an airplane as shown on the airspeed indicator

when corrected for instrument error. 1AS values published in this handbook assume
zero instrument error.

KCAS Calibrated Airspeed expressed in knots.

KIAS indicated Airspeed expressed in knots.

M Mach Number is the ratio of true airspeed to the speed of sound.

TAS True Airspeed is the airspeed of an airplane relative to undisturbed air, which is the

CAS corrected for altitude, temperature, and compressibility.

Vi Take-off Decision Speed.
Vo Take-off Safety Speed.
Va Maneuvering Speed is the maximum speed at which appilication of fult available

aerodynamic control will not overstress the airplane.

VF Design Flap Speed is the highest speed permissible at which wing flaps may be
actuated.
VFE Maximum Flap Extended Speed is the highest speed permissible with wing flaps in a

prescribed extended position.

VLE Maximum Landing Gear Extended Speed is the maximum speed at which an
airplane can be safely flown with the landing gear extended.

VLo Maximum Landing Gear Operating Speed is the maximum speed at which the
landing gear can be safely extended or retracted.

VMca Air Minimum Control Speed is the minimum flight speed at which the airplane is
’ directionally controliable as determined in accordance with Federal Aviation
Regulations. The airplane certification conditions include one engine becoming

inoperative and windmilling, a 5-degree bank towards the operative engine, take-off

power on operative engine, landing gear up, flaps in take-off position, and most

rearward C.G. For some conditions of weight and altitude, stall can be encountered at

speeds above VMCA as established by the certification procedure described above,

in which even stall speed must be regarded as the limit of effective directional control.

VMCG Ground Minimum Control Speed.

Vmo/Mmo Maximum Operating Limit Speed is the speed limit that may not be deliberately
exceeded in normal flight operations. V is expressed in knots and M in Mach Number.

October, 1984
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VR Hotation Speed.
Vs Stalling Speed or the minimum steady flight speed at which the airplane is
controliable.
Vso Stalling Speed or the minimum steady flight speed at which the airplane is

controllable in the /anding configuration.
VSSE Intentional One-Engine-Inoperative Speed is a speed above both VMca and stall

speed, selected to provide a margin of lateral and directional control when one engine

is suddenly rendered inoperative. Intentional failing of one engine below this speed is
not recommended.

Vx Best Angle-of-Climb Speed is the airspeed which delivers the greatest gain of altitude
in the shortest possible horizontal distance.

Vy Best Rate-of-Climb Speed is the airspeed which delivers the greatest gain in altitude
in the shortest possible time.

METEOROLOGICAL TERMINOLOGY

Altimeter Setting Barometric Pressure corrected to sea level.

Indicated The number actually read from an altimeter when the barometric subscale has been
Pressure set to 29.92 inches of mercury (1013.2 millibars).
Altitude
10AT Indicated Qutside Air Temmperature is the temperature value read from an indicator.
ISA International Standard Atmosphere in which:

(1) The air is a dry perfect gas;

(2) The temperature at sea level is 15° Celsius (59° Fahrenheit);

(3) The pressure at sea level is 29.92 inches of mercury (1013.2 millibars);

(4) Thetemperature gradient from sea level to the altitude at which the temperature

is —56.5°C (-69.7°F) is —0.00198°C ( —0.003566°F) per foot and zero above that
altitude.

OAT ) Outside Air Temperature is the free air static temperature, obtained either from the
temperature indicator (IOAT) adjusted for compressibility eftects, or from ground
meteorological sources.

Pressure Altitude Altitude measured from standard sea-level pressure (29.92 in. Hg) by a pressure
: (barometric) altimeter. It is the indicated pressure aititude corrected for position and
instrument error. In this handbook, altimeter instrument errors are assumed to be

zero. Position errors may be obtained from the Altimeter Correction graphs.

Station Pressure Actual atmospheric pressure at field elevation.

Temperature An error in the indication of temperature caused by airflow over the temperature
Compressibility probe. The error varies, depending on altitude and airspeed.
Eftects

wind The wind velocities recorded as vanables on the charts of this handbook are to be

understood as the headwind or tailwind components of the reported winds.

1-12 October, 1984
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POWER TERMINOLOGY

Cruise Climb
Power

Maximum
Continuous

Power

Negative Torque

Negative Torque
Sensing (NTS)
System

RPM

SHP

Take-off
Power

Torque

It is the maximum power approved for normal climb. These powers are torque or
temperature (ITT) limited.

Is the highest power rating not limited by time. Use of this rating is intended for

emergency situations at the discretion of the pilot.

The turning force applied to the engine by the propeller or starter. This occurs during
engine start or when an engine loses power in flight and the propeller drives the
engine due to windmijling.

A system designed to automatically reduce drag against a windmilling engine by

moving the propeller blades toward feather.

Revolutions Per Minute normally expressed as a percentage of maximum engine
speed.

Shaft Horsepower.

Is the maximum power rating and is limited to a maximum of 5 minutes operation.
Use of this rating should be limited to normal take-off operations and emergency.

A measurement that is proportional to the power output of the engine.

ENGINE TERMINOLOGY

Atomizer
Axial Flow
Turbine

Centrifugal Flow
Compressor

Combustor or
Liner

4Combustion
Chamber

Compressor
Critical Speed

Fuel Control
Unit

Igniter

Impelier

October, 1984

An orificed device through which fuel is forced as it enters the combustor to produce
rapid evaporation of the fuel for combustion.

One in which energy in flowing air is converted to shaft power while the air follows a
path parallel to the turbine's axis of rotation.

A device in which the blades are arranged to lie along the radius of the wheel or
rotor. On a compressor, air flow outward; on a turbine, air flow inward.

The holed, sheet metal assembly within which the flame is contained.

The section of the engine into which fuel is injected and bumed, and which contains
the flame tube or combustor.

The section of the engine which increases the energy of the air received from the
entrance duct, and discharges it into the turbine section.

The rpm at which continuous operation should be avoided because of certain
vibration modes.

A device used to regulate fuel flow to the combustion chambers with respect to one
or more of the following factors: power control lever setting, inlet air temperature and
pressure, compressor rpm, combustion chamber pressure, and exhaust temperature.

A device used to start the burning of the fuel/air mixture in a combustion chamber.

The main rotor of a radial compressor which increases the velocity of the air which it
pumps.

Section |
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Plenum

Scavenge Pump

Stage
(Compressor)

Stage
(Turbine)

Start Locks

Stator

Turbine

Turbine Exhaust
Cone

Turboprop

A duct, housing or enclosure used to contain air under pressure.

A pump used to remove oil from bearing pockets, or voids, after the oil has been
used for lubricating and/or cooling.

Each row of compressor rotor blades and the following row of stator vanes in which

the air pressure is progressively increased is referred to as a compressor stage. Also, a
combination impeller and diffuser constitute a stage.

Each row of turbine nozzie guide vanes and the following row of turbine blades, used
to extract power from the hot gases to drive the compressors and accessories.

Mechanical device on each prop blade used to maintain the propeller at minimum
pitch position during engine starting.

A row of stationary airfoils which direct the airflow between the rows of rotor blades.
A rotating device actuated either by reaction or impulse {or a combination of both),
and used to transform some of the kinetic energy of the exhaust gases into shaft

horsepower to drive the compressor(s) and accessories.

A fixed or adjustable bullet-shaped fairing over which the exhaust gases pass before
converging in the exhaust section.

A type of gas turbine that converts heat energy into propeller shaft work and some jet
thrust.

CONTROL AND INSTRUMENT TERMINOLOGY

Beta Range

Engine Speed
Lever

Interstage
Turbine

Temperature
(T

Overspeed
Governor

Power Lever

Propeller
Governor

Reverse Thrust

Tachometer

Torque Meter

Engine operational mode in which prop blade pitch is hydromechanically controlled
from the cockpit power lever.

Cockpit lever providing inputs to underspeed governor and propeller governor to alter
engine RPM. Sometimes called condition or rpm lever.

Gas temperature measured at inlet of second stage turbine stator assembly.

Flyweight operated fuel metering device, housed in the fuel control unit. it prevents
engine overspeed in the event of a maifunction of the propeiler governor.

Cockpit lever used to change propelier pitch during Beta operation and select engine
fuel flow during prop governing.

Regulates the rpm of the engine/propelier by increasing or decreasing the propeller
pitch through a pitch change mechanism in the propeiler hub.

The thrust produced when the propeller blades are rotated past flat pitch into the Beta
range.

Indicates the speed of the engine in % of maximum.

The instrument that indicates the torque output of the engine gearbox.
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Underspeed

Section |

Flyweight operated fuel metering device. housed in the fuel control unit. It establishes

Governor (USG) engine RPM during Beta Mode of operation.

GRAPH AND TABULAR TERMINOLOGY

Accelerate-Go

Accelerate-Stop

AGL

Best Angle of
Climb

Best Rate of
Climb

Clearway

Climb Gradient

Demonstrated
Crosswind

MEA

Net Gradient
of Climb

Route Segment

Take-off Flight
Path

The distance to accelerate to Take-off Decision Speed (V1), experience an engine
failure, continue accelerating to lift-off then climb and accelerate in order to achieve
Take-off Safety Speed (V2) at 50 feet above the runway.

The distance to accelerate to Take-off Decision Speed (V1) and bring the airplane to a
stop.

Above Ground Level

The best angle-of-climb delivers the greatest gain of aititude in the shortest possible
horizontal distance with gear and flaps up.

The best rate-of-climb delivers the greatest gain of altitude in the shortest possible time
with gear and flaps up.

A clearway is an area beyond the airport runway not less than 500 feet wide, centrally
located about the extended centerline of the runway, and under the control of the
airport authorities. The clearway is expressed in terms of a clear plane, extending from
the end of the runway with an upward slope not exceeding 1.25 percent, above which
no object nor any terrain protrudes. However, threshold lights may protrude above the
plane if their height above the end of the runway is 26 inches or less and if they are
located to each side of the runway.

The ratio of the change in height during a portion of a climb, to the horizontal distance
traversed in the same time interval.

The maximum 90° crosswind component for which adequate control of the airplane
during takeoff and landing was actually demonstrated during certification, however. this
is not considered a limitation.

Minimum Enroute Altitude.

The gradient of climb with the flaps in the take-off position, and the landing gear
retracted. "Net” indicates that the actual gradients of climb have been reduced by 8%
to allow for turbulence and pilot technique. The Net Gradient of Climb graphs are
constructed so that the value(s) obtained using the airport pressure altitude and outside
air temperature will be the average gradient from 50 ft above the runway up to 1500 ft
above the runway.

A part of a route. Each end of that part is identified by:
(1) a geographic location; or
(2) a point at which a definite radio fix can be established.

The minimum gradient of climb required to clear obstacles in excess of 50 feet,
measured horizontally from reference zero and vertically at the altitude above the
runway. Reference zero is the point where the airplane has reached 50 feet above the
runway as determined from the Accelerate-Go graphs.

WEIGHT AND BALANCE TERMINOLOGY

Approved
Loading
Envelope

October, 1984

Those combinations of airplane weight and center of gravity which define the limits
beyond which loading is not approved.

General
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Arm The distance from the center of gravity of an object to a line about which moments are
to be computed.
Basic Empty Standard empty weight plus optional equipment and modifications.
Weight
Center of A point at which the weight of an object may be considered concentrated for weight and
Gravity balance purposes.
CG Arm The arm obtained by adding the airplane’s individual moments and dividing the sum by
the total weight.
Datum A vertical plane perpendicular to the airplane longitudinal axis from which fore and aft
(usually aft) measurements are made for weight and balance purposes.
Standard Empty Weight of a standard airplane including unusable fuel, full operating fluids and full oit.
Weight
Jack Point Points on the airplane identified by the manufacturer as suitable for supporting the
airplane for weighing or other purposes.
Landing Weight  The weight of the airplane at landing. touchdown.
Leveling Points  Those points which are used during the weighing process to tevel the airplane.
Maximum Weight The largest weight allowed by design, structural, performance or other limitations.
Moment A measure of the rotational tendency of a weight, about a specified line, mathematically
equal to the product of the weight and the arm.
Payload Weight of occupants, cargo and baggage.
PPH Pounds Per Hour
Ramp Weight The airplane weight at engine start assuming all loading is completed.
Station The longitudinal distance from some point to the zero datum or zero fuselage station.
Take-off Weight The weight of the airplane at lift-off from the runway.
Tare The apparent weight which may be indicated by a scales before any load is applied.
‘Unusable Fuel The fuel remaining after consumption of usable fuel.
Usable Fuel That portion of the total fuel which is available for consumption as determined in
accordance with applicabie reguiatory standards.
Useful Load The difference between the airplane ramp weight and the basic empty weight.
Zero Fuel Weight The airplane ramp weight minus the weight of fuel on board.
1-16
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BEECHCRAFT
King Air B100

Section |l
Limitations

The limitations included in this Section have been approved by the Federai Aviation Administration, and
they must be observed in the operation of the Qcccherafr King Air B100.

AIRSPEED LIMITATIONS

SPEED KCAS KIAS REMARKS
Maneuvering Speed 170 167 | Do not make full or abrupt control movements
Va (11,800 pounds) above this speed.
Maximum Flap Extension/
Extended Speed
VFE
Approach Position - 30% 182 179 | Do not extend flaps or operate with flaps in
Full Down Position - 100% 156 153 | prescribed position above these speeds.
Maximum Landing Gear
Operating Speed
VLo
Extension 156 153 | Do not extend or retract landing gear above
Retraction 156 153 ] the speeds given.
Maximum Landing Gear
Extended Speed VLE 156 153 | Do not exceed this speed with landing gear
extended.
Air Minimum Control 86 85 | This is the lowest airspeed at which the airplane
Speed is directionally controllable when one engine
Vmca suddenly becomes inoperative and the other
engine is at take-off power. (See definition in
Section 1))
Maximum Operating Speed *
VMmO 226 223 | Do not exceed this airspeed or Mach Number
MmO .46 Mach in any operation. Decrease 4 kis
I per 1.000 ft above 15.500 ft.
AIRSPEED INDICATOR MARKINGS*
MARKING KCAS VALUE| KIAS VALUE SIGNIFICANCE
OR RANGE OR RANGE
Red Line 86 85 Air Minimum Control Speed (VMCA)
White Arc 86 to 156 83 to 153 Full-Flap Operating Range
White Triangle 182 179 Maximum Flaps-to/at-Approach Speed.
Blue Line 129 125 One Engine-inoperative Best Rate of Climb Speed.
Green Arc 96 to 226 93 to 223 Normal Operating Range.
Red Line 226 223 Maximum Speed for any operation.

‘The airspeed indicator is marked in IAS values.

October, 1984
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2-6

POWER PLANT LIMITATIONS

NUMBER OF ENGINES

2

ENGINE MANUFACTURER

Garrett AiResearch

ENGINE MODEL NUMBER

TPE331-6-252B

ENGINE OPERATING LIMITS

BEECHCRAFT
King Air B100

The following limitations shall be observed. Each column presents limitations. The limits presented do not

necessarily occur simultaneously. Refer to Garrett AiResearch Maintenance Manual for specifications
required if limits are exceeded.

ENGINE OPERATING LIMITS
OPERATING TORQUE | MAXIMUM ENGINE OIL OIL
CONDITION SHP | FT LBS | OBSERVED | SPEED % PRESS. TEMP
1T °C PSIG (2) Ke
TAKEOFF 715 1878 923 101 (1) 70 to 120 55 to 110
MAX CONT 715 1878 923 100.5 70 to 120 55 to 110
CRUISE 715 1878 905 96 to 100 70 to 120 55 to 110
FLIGHT IDLE — — - 96 to 100 70 to 120 55 to 110
GROUND IDLE - - - 64 to 97.5 40 to 120 | -40 (min)
MAX REVERSE - - 923 93 (3) 70 to 120 55 to 110
STARTING (4) _ — 1149 (5) = = -40 (min)
TRANSIENT — 2040 (1) 938 (6) 105 (7) - -
WINDMILLING - - - 28 to 100 (8) - -

(1) These values limited to 5 minutes.

(2) Above 23,000 feet — Minimum Oil Pressure, 50 psig.

(3) Landing Minimum, Static Minimum is 94.5%,
(4) Starting Time Limits {from 10% rpm to Lightoff): Ground — 10 seconds; Air — 15 seconds.
(5) This value is limited to 1 second.
(6) Value is limited to 30 seconds.
(7) This value limited to 5 seconds.
(8) Value limited to 1 minute — Avoid operation between 18% and 28% except for engine starting and
shutdown transients. 0% to 5% continuous operation permitted.

October, 1984
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King Air B100 Limitations

BEECH KING AIR® B100

TEMPORARY CHANGE
TO THE
PILOT’S OPERATING HANDBOOK
AND
FAA APPROVED AIRPLANE FLIGHT MANUAL

P/N 100-590038-1BTC1

PUBLICATION AFFECTED: King Air B100 Pilot's Operating Handbook and FAA Approved
Airplane Flight Manual P/N 100-590038-1B. Reissued October, 1984
or Subsequent

AIRPLANE SERIAL NUMBERS AFFECTED: BE-1 and after

DESCRIPTION OF CHANGE: Provides a Limitation prohibiting the selection of Beta Range in flight

FILING INSTRUCTIONS:: Insert this Temporary Change into the B100 Piiot’s Operating
Handbook and FAA Approved Airplane Flight Manual following page
2-8 (LIMITATIONS Section), and retain until rescinded or replaced.

LIMITATIONS
POWER PLANT LIMITATIONS

POWER LEVERS

Do not Iift the power levers in flight Lifting the power levers in flight, or moving the power levers in flight below the flight
idle position, could resutt in a nose-down pitch and a descent rate leading to aircraft damage and injury to personnel

APPROVED BY:

A

AL on ‘4

g@iﬁﬁimmﬁ Company /
CE-2

August 22, 1997 10t 2
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BEECHCRAFT
King Air B100

PROPELLER MANUFACTURER

Hartzell Propeller, Inc.

PROPELLER HUB AND BLADE MODEL NUMBERS

HUBS

BE1 thru BE113 BE114 and After
HCB4TN-5C HCB4TN-5C
HCB4TN-5F HCB4TN-5F

PROPELLER DIAMETER

90 inches

BLADES

BE1 thru BE113
T10173FB-12Y2

PROPELLER BLADE ANGLES AT 30-INCH STATION

Section 1l
Limitations

BE114 and After
T10173FK-12Y%2

Feathered: +87° Flight Idle +85°
Reverse: -10° Start Locks Engaged +25°
PROPELLER ROTATIONAL SPEED LIMITS
Maximum Take-off/Maximum Continuous/Cruise Climb POWEr .........c...c..cooiiiiiiiiiciiee e 2000 rpm
Al OtET CONAIIONS. ..ot e ettt e e ee et e e ettt ea e ntaeeantaeeeesaeneae st e eansessamenennanenens 2000 rpm
POWER PLANT INSTRUMENT MARKINGS
Red Line | Yeilow Arc Green Arc Yellow Arc Red Line
INSTRUMENT MINIMUM | CAUTION NORMAL MAXIMUM MAXIMUM
LIMIT RANGE OPERATING OPERATING LIMIT
TORQUE METER 0 to 1878 ft Ibs 1878 ft ibs
INTERSTAGE TURBINE . . . B .
TEMPERATURE"® 200 -905C 905-923 C 923 C
TACHOMETER 96%-100% 101%
Oll PRESSURE 40 psi 40-70 psi 70—01 20 ?si 12(Lgsi
OIL TEMPERATURE 0°-55°C 557-110°C 110 C
“Starting Limit (Red Dashed Line): 1149°C
MISCELLANEOUS INSTRUMENT MARKINGS
FUEL QUANTITY INDICATORS
Yellow Arc (No-Takeoff RanNge) ... 0 to 265 pounds
CABIN DIFFERENTIAL PRESSURE GAGE
Green Arc (Approved Operating RANGE) ...........uoieiciriiiiiie e e e 0to4.7 psi
Red Arc (Unapproved Operating Range) .........c..ocuvoiiiieieninee et 4.7 psito end of scate

October, 1984
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Limitations

King Air B100
PITCH TRIM INDICATIONS

Pich Trim Take-off RaNGe (GIEEN ATC) ..........ooooeeeeeeeeeeeeeeeeee e senens 0" to 2" Nose Up
PNEUMATIC GAGE

Green Arc (Normal Operating RaNG@).........cccuiiiiii ittt ettt sese e e 1210 20 psi
Red Line (Maximum Operating Limit)... ..ot e rtest ettt e ce e es e s 20 psi
VACUUM (SUCTION) GAGE

Narrow Green Arc (Normal from 35,000 t0 15,000 feet MSL)...... .ot 3.0t04.3in. Hg
Wide Green Arc (Normal from 15,000 feet MSLto Sealevel) ............cccceeviiiiiiiiieeecieeeees 4.3t05.9in. Hg
PROPELLER DEICE AMMETER

Green Arc (Normal Operating Range)............c.ccovvmmiriiiii e e 18-24 amperes
WEIGHT LIMITS

Maximum Ramp WEIGNT. ... ettt eaar e e eeean 11,875 pounds
Maximum Take-off Weight:

All Except FAR Part 135 Operations...........cooeioiiiiiiiiecee et eeee e 11,800 pounds
FAR Part 135 OperatiONnS.......ccc..iioureeiiiiieetieeee e eeie et e e e e see e e eas 11,800 pounds or As Limited
Maximum Landing WeIGNT ... ... . et e e e n e 11,210 pounds
Maximum Zero FURIWEIGNT ... ... ..o e e e 9,600 pounds
Maximum Weight in Baggage Compantmenit..............cc.coviiiimirrinic et iese s eesesreeae e seneeenee e 410 pounds

CENTER OF GRAVITY LIMITS
AFT LIMIT

191 inches aft of datum at all weights

FORWARD LIMITS

181.75 inches aft of datum at 11,800 pounds, 175 inches aft of datum at 9100 Ib or less. A linear variation
between the above.

DATUM

The reference datum is located 83.5 inches forward of the center of the front jack point.

MEAN AERODYNAMIC CHORD (MAC)

The leading edge of the MAC is 165.1 inches aft of the datum.

The MAC length is 77.86 inches.
October, 1984
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Section li
King Air B100 Limitations
GENERATOR LIMITS
ENGINE SPEED (RPM) LOADMETER READING LOAD

(GROUND) 65% .80 240 AMPS

(GROUND) 70% .86 260 AMPS

(FLIGHT) 96% to 100% 1.00 300 AMPS

STARTERS

Use is limited to 30 seconds on, 60 seconds off, 30 seconds on, 60 seconds off, 30 seconds on, then 30
minutes off.

APPROVED FUEL GRADES AND ADDITIVES
RECOMMENDED ENGINE FUELS
COMMERCIAL GRADES

Jet A

Jet A-1

Jet B

MILITARY GRADES

JP-4
JP-5

EMERGENCY ENGINE FUELS
COMMERCIAL AVIATION GASOLINE GRADES

80 Red (Formerly 80/87) 100LL Blue*

*In some countries, this fuel is colored Green and designated 100L
MILITARY AVIATION GASOLINE GRADES

80/87 Red

LIMITATIONS ON THE USE OF AVIATION GASOLINE
Aviation Gasoline (MIL-G-5572D) Grade 80/87 or Aviation Gasoline (ASTM D 910) grade 100LL

Operation on 80/87 aviation gasoline is limited to:
1. 1000 gallons per engine per 100 hours of operation.
2. Main tanks only. (Auxilliary tanks shall not be filled with aviation gasoline.)

Operation on 100LL aviation gasoline is limited to:

1. 250 galions per engine per 100 hours of operation or a total of 7000 gallons per engine during any
overhaul period.

2. Main tanks only. (Auxilliary tanks shall not be filled with aviation gasoline.)

Petroleum Base Aviation Oil (MIL-L-6082) should be added at the rate of one quart per 100 gallons of
aviation gasoline (Grades 80/87 or 100LL) if the total fuel mixture exceeds 25% aviation gasoline.

October, 1984
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BEECHCRAFT
Limitations

King Air B100
APPROVED FUEL ADDITIVES

FUEL ANTI-ICING ADDITIVE
Use anti-icing additive conforming to Specification MIL-1-27686.

Engine oil is used to heat the fuel on entering the fuel control. Since no temperature measurement is
available for the fuel at this point, it must be assumed to be the same as the OAT.

CAUTION

Anti-icing additive must be properly blended with the fuel to avoid deterioration
of the fuel cells. The additive concentration by volume shall be a minimum of
0.06% and a maximum of 0.15%. Approved procedure for adding anti-icing
concentrate is contained in Section Vil

JP-4 fuel per MIL-T-5624 has anti-icing additive per MIL-1-27686 blended in
the fuel at the refinery, and no further treatment is necessary. Some fuel
suppliers blend anti-icing additive in their storage tanks. Prior to refueling,
check with the fuel supplier to determine whether or not the fuel has been
blended. To assure proper concentration by volume of fuel on board, blend
only enough additive for the unblended fuel.

FUEL BIOCIDE ADDITIVE

Fuel biocide-fungicide “BIOBOR JF" in concentrations of 135 ppm or 270 ppm may be used in the fuel.
BIOBOR JF may be used as the only fuel additive or it may be used with the anti-icing additive conforming to

MIL-I-27686 specification. Used together the additives have no detrimental effect on the fuel system
components.

See King Air 100 Series Maintenance Manual for concentrations to use and for procedures for adding
BIOBOR JF to the airplane fuel.

FUEL MANAGEMENT

1. Do not put any fuet into the auxiliary tanks unless the main tanks are fuil.

2. If fuel is in the auxiliary tank, it must be depleted before using fuel from the main tanks.

3. Do not take off if fuel quantity gages indicate in yellow arc or less than 265 pounds of fuel in each main
tank.

4. Crossfeeding of fuel is permitted only when one engine is inoperative.

5. Do put Aviation Gasoline in auxiliary tanks.

WARNING
The airplane is approved for takeoff with one standby boost pump inoperative,
but in such a case, crossfeed of fuel will not be available from the side of the
inoperative standby boost pump.

OiL SPECIFICATION

Any oil specified by brand name in the latest revision of Garrett AiResearch SIL P331-2 Rev 15 approved for
use in the TPE 331-6-252B engine.

NUMBER OF PROPELLERS

2

2-8 October, 1984



Qeecheraft Sectlon I
King Air B100 Limitations

MANEUVER LIMITS

The Beech King Air B100 is a Normal Category Airplane. Acrobatic maneuvers, including spins, are prohib-
ited. Inflight engine cuts are prohibited below Vsgse.

FLIGHT LOAD FACTOR LIMITS AT 11,800 POUNDS

3.27 positive g's/1.31 negative g's.

MINIMUM FLIGHT CREW
One Pilot

USABLE FUEL LIMITS

Main FUel SYSTEM .ot en et e 388 gallons
AUXIliary FUBH SYSIEM ..ttt e e e e 82 gallons
Maximum Usable Fuel QUANTITY .......ccoiiiiieiii st ettt e a e nene e e 470 gallons
MAXIMUM OPERATING PRESSURE-ALTITUDE LIMITS

INOTM@L OPOIAtION ..ottt et e ctr st e st aeetas e e e saee s abeabesbas s ste s sssnennbeeeensnesss 31,000 feet

OUTSIDE AIR TEMPERATURE LIMITS

Do not operate the airplane when the outside air temperature is outside the limits specified below: '
MINIMUM LIMIT

AL ARIBUAES ..ottt etttk e e et e st ettt abeem e semeeb e e bes e se e s e et anee e eennennenbeenes -54°C
MAXIMUM LIMIT

AlLARUAES ....oeiieceteni ettt ettt sa et ettt e e e et ae et et nee e ebee e e e eearen ISA + 37°C

CABIN PRESSURIZATION LIMIT

Maximum Cabin Pressure Differential ................ooiiiiiiii e 4.7 psig

MAXIMUM OCCUPANCY LIMIT

MaXIMUM OCCUPANCY ...cviiviiiiriiniiiire sttt sttt ebe b e s bbb et et e bt s e e e Fifteen (15)

February, 1996 ’ 2-1
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Limitations King Air B100

MAXIMUM STRUCTURAL LIMITS

Maximum Cabin Pressure Differential. . .. ... .. . . e e e 4.7 psi
Cabin Door Forward and Aft Side Latches (or bayonets) (4) Safelife. .. ...... ... ... ... .. . . . ... ... . ..... 5,000 cycles
Cabin Door Upper Latch Hooks (2) and Attaching Hardware. .. ... .. .. . i 10,000 cycles
Fuselage Pressure Vessel Structure. .. ... i Inspections in Chapters 5 and 53-10-00

of the King Air 100 Series Maintenance Manual
are required for continued airworthiness.

All Wing Attach Bolts, Nuts and Barrel Nut Assemblies:

Steel Components . .......... i Inspect every 2 calendar years of installed bolt and nut time.
Replace every 6 calendar years of installed bolt and nut time.

Inconel Components .. .................... Inspect every 3 calendar years or 1,000 hrs of installed bolt and nut time.
Replace every 15 calendar years or 15,000 hrs of installed bolt and nut time.

Horizonta!l Stabilizer Service Life Limit

AUTOPILOT LIMITATIONS
14 CFR PART 91 OPERATIONS

............................................................. 38,000 hrs

Refer to the applicable FAA Approved Airplane Flight Manual Supplement in Section IX, SUPPLEMENTS.

14 CFR PART 135 OPERATIONS

Refer to the applicable FAA Approved Airplane Flight Manual Supplement in Section IX, SUPPLEMENTS, except for Minimum
Altitude, which is established by 14 CFR Part 135 as follows:

1. Enroute - 500 feet above terrain

2. Coupled Approach - Observe Decision Height (DH) or Minimum Descent Altitude (MDA).

STABILIZER TRIM SYSTEM

Flight will not be initiated with any maifunction of either the main or standby trim systems. The Main Pitch Trim System master
switch and the Standby Pitch Trim System master switch shall not be in the ON position at the same time. These systems shall
be operated independently of each other.

CABIN SEATS

Only aft facing seats (placarded as such on the leg crossmember) are authorized in the aft facing position.
(BE-1 thru BE-12):

During takeoff and landing, occupied seats must be in the upright position with the headrests fully raised.
(BE-13 and After):

During takeoff and landing, shoulder harness must be worn, and occupied seats must be in outboard position with backs upright
and headrests fully raised.

2-12 August, 2004
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CARGO LIMITATIONS

1. All cargo shall be properly secured by an FAA-approved cargo restraint system.

2. Cargo must be arranged to permit free access to all exits and emergency exits.

KINDS OF OPERATION LIMITS

The Beech King Air B100 is approved for the following types of operations when the required equipment is
installed and operational as defined within the listing of KINDS OF OPERATIONS EQUIPMENT LIST in
Section 11, LIMITATIONS, of this handbook:

1. VFR Day
. VFR Night
IFR Day
IFR Night

NN

Icing Conditions

ICING LIMITATIONS

Minimum Ambient Temperature for Operation of Deicing Boots

Minimum Airspeed for Sustained lcing Flight. ... ... ... .. . 140 knots
Sustained flight in icing conditions with flaps extended is prohibited except for approach and landing.

The MAN FUEL/IGN switches must be ON (ARMED for the automatic ignition system) during all operations in
actual or potential icing conditions. Therefore, flight in actual or potential icing conditions will be limited by the
duty cycle ON time of the ignition system. Ignition system time limits must be observed to prevent exceeding
duty cycle times. The pilot should verity these limits for the particular airplane installation.

IGNITION SYSTEM

EXCITER UNIT P/N DUTY CYCLE
868962-3 (Kit no. 100-3019-18  {One Hour (Total) ON in Any
Not installed) Two-hour Period
868962-1 or 868962-2 (Kit no. |1 Minute ON - 1 Minute OFF
100-3019-1S Not Installed) or

2 Minutes ON - 2 Minutes OFF
2 Minutes ON - 23 Minutes OFF
or

5 Minutes ON - 55 Minutes OFF

NOTE

Potential icing conditions exist when visible moisture is present and the OAT is +5°C or
below.

February, 1996 2-13
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APPROVED AIRPLANE DEICING/ANTI-ICING FLUIDS

SAE AMS 1424 Type |

ISO 11075 Type |

SAE AMS 1428 Type i

1ISO 11078 Type I

SAE AMS 1428 Type IV. Only the following Type IV fluids are approved:

Clariant Safewing MP 1V 1957
Clariant Safewing MP [V 2001

UCAR ULTRA+ (Approved for use down to -15°C)
Octagon Max Flight Type IV

LIMITATIONS WHEN ENCOUNTERING SEVERE ICING CONDITIONS
(Required By FAA AD 98-04-24)

WARNING |

Severe icing may result from environmental conditions outside of those for which the air-
plane is certificated. Flight in freezing rain, freezing drizzle, or mixed icing conditions
(supercooled liquid water and ice crystals) may result in ice build-up on protected surfaces
exceeding the capability of the ice protection system, or may result in ice forming aft of the
protected surfaces. This ice may not be shed using the ice protection systems, and may
seriously degrade the performance and controllability of the airplane.

1. During flight, severe icing conditions that exceed those for which the airplane is certificated shall be deter-
mined by the following visual cues. If one or more of these visual cues exists, immediately request priority
handling from Air Traffic Control to facilitate a route or an altitude change to exit the icing conditions.

a. Unusually extensive ice accumulation on the airframe and windshield in areas not normally observed
to collect ice.

b. Accumulation of ice on the upper surface of the wing, aft of the protected area.
c. Accumulation of ice on the engine nacelies and propeller spinners farther aft than normally observed.

2. Since the autopilot, when installed and operating, may mask tactile cues that indicate adverse changes
in handling characteristics, use of the autopilot is prohibited when any of the visual cues specified above
exist, or when unusual lateral trim requirements or autopilot trim warnings are encountered while the air-
plane is in icing conditions.

3. All wing icing inspection lights must be operative prior to flight into known or forecast icing conditions at
night. [NOTE: This supersedes any relief provided by the Master Minimum Equipment List (MMEL).]

2-14 February, 2000
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King Air B :
e motions Raytheon Aircraft
PLACARDS

On Overhead Panel in Pilot's Compartment:

, OPERATION  LIMITATIONS
«“THIS AIRPLANE MUST BE OPERATED AS A NORMAL CATEGORY AIRPLANE IN COMPLIANCE WITH
THE OPERATING LIMITATIONS STATED IN THE FORM OF PLACARDS MARKINGS AND MANUALS
NO ACROBATIC MANEUVERS INCLUDING SPINS ARE APPROVED
THIS AIRPLANE APPROVED FOR VFR IFR DAY{ NIGHT OPERATION £ IN ICING CONDITIONS

CAUTION
STALL WARNING IS INOPERATIVE WHEN MASTER SWITCH 1S OFF
STANDBY COMPASS IS ERRATIC WHEN WINDSHIELD ANTI-ICE AND
/0R AIR-CONDITIONER AND/OR ELECTRIC HEAT IS ON

On Overhead Panel in Pilot's Comparmment (Serials BE-1 thru BE-84):

[ AIRSPEED LIMITATIONS [AS |

MAX OPERATION 223 KNOTS (S.L.TO 15500 FT) DECREASE BY 4 KNOTS FOR EVERY 1000 FT ABOVE I5500FT
MAX GEAR EXTENSION 153 KNOTS MAX APPROACH FLAP 179 KNOTS
MAX GEAR RETRACT 1S3 KNOTS MAX FULL DOWN FLAP 153 KNOTS
MAX GEAR EXTENDED 153 KNOTS MAX MANEUVERING 167 KNOTS
MAX DEMONSTRATED CROSSWIND 25 KNOTS RECOMMENDED APPROACH SPEED 12 KNOTS
RECOMMENDED TWIN ENGINE CLIMBS, BEST ANGLE {15 KNOTS, BEST RATE 130 KNOTS

On Overhead Panel in Pilot's Comparntment (Serials BE-85 and After):

Ve A
AIRSPEEDS
MAX GEAR EXTENSION 153 KNOTS
MAX GEAR RETRACT 153 KNOTS
MAX GEAR EXTENDED 153 KNOTS
MAX APPROACH FLAP 179 KNOTS
MAX FULL DOWN FLAP 153 KNOTS
MAX MANEUVERING 167 KNOTS
\. J/

On Instrument Pane! Adjacent to Each Gyroscopic

Instrument (Depending on Gyro's Power Source): l AlR I | AC l ' ole |

(Omitted When Power Source is indicated on
Instrument Face.)

_On Fuel Panel:

= —
CAUTION:
TURN AUX TRANS OFF DURING
CROSSFEED (SIDE BEING FED)

L= =]

2-14B September, 1998
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Inside Airstair Door Between Folding Steps:

f
@ WHEN HANDLE IS IN Locxso@

POSITION-ARM SHOULD BE
AROUND PLUNGER AS SHOWN

v/

& @

Inside Airstair Door Behind Handle:

‘ @ CAUTION - — < =
DO NOT OPEN DOOR - ~ o
WHEN CABIN IS / @ Il
| PRESSURIZED |
CAUTION {

DO NOT ATTEMPT 10 CHECK SECURITY |
OF CABIN DOCR BY MOVING DOOR M= |

HANDLE UNUESS CABIN IS DEPRESSURIZED LOCK
AND AIRCRAFT IS ON THE GROUND LY

' ‘o I

PUSH BUTTON & (9 Hi

TURN HANDLE TO Il
OPEN DOOR -

. I ol

@

On' Airstair Door Step:

LIFT STEP TO
INSPECT DOOR
LOCK

October, 1984
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Limitations

King Air B100

On Instrument Panel Adjacent to the Copilot's Airspeed Indicator:

SEE LIMITATIONS PLACARD
FOR "MAX. OPERATION"
ABOVE 15500 FT

Aft of Overhead Light Panel: On Right Side Panel:

- 7 /‘
OXYGEN ® PILOT'S EMERGENCY ® w
PULL-ON STATIC AIR SOURCE
L 1 | NORMAL ALTERNATE
WARNING
Below Latch on Forward Side SEE FLIGHT MANUAL PERFORM-
of Forward & Aft Partition: \ ® A|:§'|§RSE(;TL|OE::RFOORR ® )
FOR ) On Pedestal Adjacent to Cabin Pressurization Controller:
EMERGENCY
DE-PRESSURIZE CABIN
EVACUATION WARNING :eiore 1anoine

_.On Upper Fuel Control Panel:

SEE MANUAL FOR

FUEL CAPATCITY
On Floor Aft of Pedestal:

© LANDING GEAR @
EMERGENCY EXTENSION

1. PULL UP HANDLE AND ==p-
TURN CLOCKWISE TQ LOCK
<=7 REMOVE LEVER FROM

*@ SECURING CLIP AND PUMP @

October, 1984
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King Air B100

Center of Cabin on Passenger Service Unit (On Cabin Side of Forward and Aft Partition):

NO SMOKING

FASTEN SEAT BELT

On Emergency Exit Handle:

- EXIT-PULL

On Window Frame Escutcheon Adjacent to Couch
(Airp/anes Equipped With a Chaise Lounge):

/i COUCH ]

NOT TO BE OCCUPIED AS CHAISE
LONGUE DURING TAKE-OFF AND

L LANDING.

On Center of Aft Bulkhead (For Airplanes not Equipped with Fold-Up Seats):

N—

LOADING LIMITATION
¢ 410 LBS MAX

October, 1984
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Section [l BEECHCRAFT
!imitations King Air B100

On Center of Aft Bulkhead (For Airplanes Equipped with Fold-up seats):

COMPARTMENT CAPACITY

TOTAL COMPARTMENT CAPACITY (INCLUDING
@ BAGGAGE AND/OR PASSENGER) NOT TO @
EXCEED 370 POUNDS

SEE WEIGHT AND BALANCE SECTION OF FLIGHT
MANUAL FOR LOADING INSTRUCTIONS

On Center Front of Two-Place Couch; BE-1 Thru BE-122
(Airplanes Equipped With a Two-Place Couchj:

COUCH LIMITATIONS

TOTAL WEIGHT OF OCCUPANTS
& NOT TO EXCEED 340 LBS ¢
MAX WT OF DRAWER CONTENTS
30 LBS PER DRAWER

Center Inside Drawer;, BE-123 and After
(Airplanes Equipped With a Two-Place Couch):

COUCH LIMITATIONS

MAX WT QF DRAWER CONTENTS
30 LBS PER DRAWER

Stitched to Aft End of Cushion (Airplanes Equipped
With a Chaise Lounge):

NCT TC BE OCCUPIED AS CHAISE LCUNGE
L DURING TAKE-OFF AND LANDING _l

2-18 October, 1984



BEECHCRAFT

Section Il
King Air B100

Limitations

KINDS OF OPERATIONS EQUIPMENT LIST

This airplane may be operated in day or night VFR, or day or night {FR, and flight into icing conditions, when
the appropriate equipment is installed and operable.

The following equipment list identifies the systems and equipment upon which type certification for each kind
of operation was predicated. The following systems and items of equipment must be installed and operable
for the particular kind of operation indicated unless:

1. The airplane is operated in accordance with a current Minimum Equipment List (MEL) issued by the
FAA.

Or;

2. An alternate procedure is provided in the Pilot's Operating Handbook and FAA Approved Flight Manual
for the inoperative state of the listed equipment.

Numbers on the Kinds of Operations Equipment List refer to quantities required to be operative for a
specified condition.
NOTE
The following Kinds of Operations Equipment List does not include all specific

flight instruments and communications/navigation equipment required by the
FAR Parts 91 and 135 Operating Requirements.
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SYSTEM and/or COMPONENT

© N>R LN =

1Oo0hAwN =

ELECTRICAL POWER

AC Volts/Frequency Meter

Battery

Battery Monitor System Including Annunciator
DC Generator

DC Generator Annunciator

DC Loadmeter

Inverter

Inverter Annunciator

ENVIRONMENTAL

Bleed Air Failure Annunciator

Bleed Air Shutoff Valve

Cabin Altitude Annunciator (Cabin)

Cabin Rate of Climb Indicator

Differential Pressure/Cabin Altitude Indicator
Duct Overtemp Annunciator

Outflow Valve/Safety Valve

Pressurization Controller

.«RE PROTECTION

1.

No o s eN

NoOOkOND =

®

Engine Fire Detector System and Annunciators

FLIGHT CONTROLS

. Flap Position Indicator
. Flap System

Out-of-Trim Aural Warning
Stall Warning Horn

Stabilizer Actuator Motor
Trim-in-motion Aural Indicator
Trim Tab Position Indicator
(Rudder, and Aileron)

FUEL

Engine Driven Boost Pump
Engine Overspeed Governor
Fuel Crossfeed System Including Annunciator
Fuel Flow Indicator
Fuel Pressure Annunciator
Fuel Quantity Gage Selector Switch
Fuel Quantity Indicating System
including Annunciators
Firewall Fuel Shutoff Valve
Standby Fuel Boost Pump

VFR DAY
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ICING CONDITIONS
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Section i
King Air B100 Limitations
VFR DAY
SYSTEM and/or COMPONENT VFR NIGHT
IFR DAY

O N A LN

©

10.
11.
12.

Nl R

L e S e

AR o

1.

1.
2.

ICE AND RAIN PROTECTION

. Alternate Static Air System

Engine Anti-Ice System Including Annunciators
Heated Fuel Vent

Manual Ignition System and Annunciator
Pitot Heat

Pneumatic Pressure indicator

Propeller Deicer System (Auto)

Propeller Deicer System (Manual)

Stall Warning Heater

Surface Deicer System

Windshield Heat, Left and Right

Wing ice Light (Left)

LANDING GEAR

Emergency Extension Hand Pump
Landing Gear Aural Warning

Landing Gear Handle Light

Landing Gear Motor and Gearbox
Landing Gear Position Indicator Lights

LIGHTS

Cabin Door Annunciator

Cockpit and Instrument Lighting System
Landing Lights

Passenger Notice System (Seatbelt & Smoking)
Position Lights

Anticollision Light

NAVIGATION INSTRUMENTS

Airspeed Indicator (Left)
Altimeter (Left)

Clock

Magnetic Compass
Outside Air Temperature

OXYGEN

Oxygen System

VACUUM SYSTEM

Instrument Air System
Gyro Suction Gage

IFR NIGHT

COOOO0OOO0OOoOONONO
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W 4
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VFR DAY
SYSTEM and/or COMPONENT VFR NIGHT
IFR DAY
IFR NIGHT
ICING CONDITIONS

PROPELLER

1. Beta Annunciators 2 2 2 2 2

2. Propeller Governor 2 2 2 2 2

3. Negative Torque Sensing System and Annunciators 2 2 2 2 2

4. Reverse Not Ready Annunciator 1 1 1 1 1

5. Unfeather Pumps 2 2 2 2 2
ENGINE INDICATIONS

1. Tachometer 2 2 2 2 2

2. ITT Indicator 2 2 2 2 2

3. Torque Indicator 2 2 2 2 2
ENGINE OIL

1. Chip Detector System Including Annunciators 2 2 2 2 2

2. Oil Pressure Indicator 2 2 2 2 2

3. Oil Temperature Indicator 2 2 2 2 2

2-24
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BEECHCRAFT
King Air B100

Section Il
Emergency Procedures

All airspeeds quoted in this section are indicated (IAS) and assume zero instrument error

EMERGENCY AIRSPEEDS (11,800 LBS)

One-Engine-Inoperative Best Angle-of-Climb (Vyga). .. oovoviiriii 111 kts
One-Engine-inoperative Best Rate-of-Climb (Vyse) ................................................................................ 125 kts
Air Minimum Control SPEEA (Vipyag) - oo 85 kts
One-Engine-Inoperative Enroute CHMD ... 125 kis
Emergency DESCEN ... e e 153 kts
One-Engine-Inoperative Landing (FIaps 100%6) ........ ..o e 122 kis
Intentional One-Engine-inoperative Speed (Vgge). oo 100 kts
Maximum RaNge GIAE ... e 150 kts
ENGINE FAILURE
ENGINE FAILURE DURING TAKEOFF
1. Below Take-off Speed:
a. Power Levers - REVERSE
b. Brakes - AS REQUIRED
WARNING

Extreme care must be exercised when using single-engine reversing on
surfaces with reduced traction.

If insufficient runway remains for stopping:

c.
d.
e.

" Engine Start/Stop Switches - STOP
Electrical Power Master Switch - OFF (Gang Bar - DOWN)
Fuel Firewall Valves - CLOSED

2. It airplane is airbome, and conditions preclude an immediate landing:

a.

®ao00

October, 1984

Power - MAXIMUM ALLOWABLE

Engine Speed Levers - HIGH RPM

Airspeed - MAINTAIN speed at engine failure (125 knots maximum) until obstacles are cleared.
Landing Gear - UP

Confirm inoperative engine.

WARNING

Do not retard the failed engine Power Lever until the propeller has been
feathered. Identify failed engine by power asymmetry and engine instrument
indications.

Propeller (inoperative engine) - FEATHERED

Airspeed 111 KNOTS or HIGHER (after obstacle clearance altitude is reached;
Flaps - UP

Clean up inoperative engine:

(1) Standby Pump - OFF

(2) Engine Start/Stop Switch - STOP

(3) Generator - OFF

(4) Fuel Firewall Valve - CLOSED

(5) Bleed Air Valve - INSTR & ENV OFF

Electrical Load - MONITOR

3-3
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BEECHCRAFT
Emergency Procedures

King Air B100
ENGINE FAILURE OR FIRE (Flight)

WARNING

Do not retard the failed engine Power Lever until the propeller has been

feathered. Identify failed engine by power asymmetry and engine instrument
indications.

Affected Engine:

Fuel Cut-Off/Feather Lever - FUEL CUTOFF & FEATHER
Engine Start/Stop Switch - STOP

Fuel Firewall Valve - CLOSED

Bleed Air Valve - CLOSED

Fire Extinguisher - ACTUATE (if installed)
Clean up engine:

a. Standby Pump - OFF

b. Generator - OFF

c. Bleed Air Valve - INSTR & ENV OFF
d.  Propeller Synchrophaser - OFF

7. Electrical Load - MONITOR

oukwnh

ILLUMINATION OF L CHIP DETECT OR R CHIP DETECT ANNUNCIATOR
lllumination of a CHIP DETECT annunciator indicates possible metai contamination in the engine oil supply.
In the event a CHIP DETECT annunciator illuminates, continue operation while monitoring the engine

operating parameters. If any operational abnormalities occur, the engine should be shut down. Prior to the
next flight, cause of the malfunction shouid be determined and corrected.

ENGINE FLAME-OUT (2nd Engine)

1. Power Lever - RETARD SLOWLY TO FLIGHT IDLE

WARNING

It windmilling drag increases as Power Lever is retarded, advance the lever
to reduce drag.

2. Propeller - DO NOT FEATHER
3. Manual Fuel/Ignition Switch - ACTUATE

GLIDE

1. Landing Gear - UP
Wing Flaps - UP (0%)

WARNING
Determine that procedures for re-starting first and second inoperative
engines are ineffective before feathenng second engine propelier.
3. Propeller - FEATHERED
4. Airspeed - 150 KNOTS

3-4 October, 1984



BEECHCRAFT

King Air B100

NOTE

The zero-wind glide ratio in this configuration is 1.8 nautical miles of glide
distance for each 1,000 feet of altitude. Decrease the glide by 0.2 nautical
miles per 1,000 feet for each 10 knots of headwind.

ENGINE FAILURE IN FLIGHT BELOW Vmca

1. Reduce power on operative engine as required to maintain control.
2. Lower nose to accelerate above minimum control speed.
3. Power - AS REQUIRED
4. Fuel Cut-Off/Feather Lever - FUEL CUTOFF & FEATHER (inoperative engine)
5. Clean up inoperative engine:
a. Standby Pump - OFF
b. Engine Start/Stop Switch - S7CP
c. Generator - OFF
d. Fuel Firewall Valve - CLOSED
e. Bleed Air Valve - INSTR & ENV OFF
f. Propeller Synchrophaser - OFF
6. Electrical Load - MONITOR
AIR START
1. Altitude - Below 20,000 ft
2. Airspeed - 90 kts to VMO/MMO
3. Bleed Air Valve - INSTR and ENV OFF
4. Fuel Firewall Valve - OPEN
5. ITT - BELOW 300°C (if feasible)
6. Power Lever - FLIGHT IDLE
7. Engine Speed Lever - LOW RPM
8. Fuel Cut-Off/Feather Lever - NORMAL
3. Generator Switch - OFF
10. Standby Pump - ON
11. MAN FUEL/IGN Switches - OFF
12. Start Select Switch - AIR
13. Engine Start/Stop Switch - START (until Engine Lightoff and as Required for Priming).
14. Propeller - CHECK (Monitor unfeathering.)
15. ITT - MONITOR (1149°C Maximum/1 second)
16. Qil Pressure - CHECK
17. Start Select Switch - GND
18. Generator - RESET for a minimum of 1 second, then release to ON
19. Power - AS REQUIRED
20. Bieed Air Vaive - OPEN

NOTE

Lightoff should occur between 10% and 20% RPM. if it is not indicated by 25%
RPM, a failed tachometer drive or speed switch is indicated. Actuate the MAN-
UAL FUEL/IGNITION Switch (ON); OFF at 50% RPM. If lightoff does not occur
within 10 seconds of manual fuel/ignition, abort the start (ENGINE START/
STOP Switch to STOP). If this procedure is followed to accomplish the start,
trip and reset the appropriate STARTER CONTROL circuit breaker after the
engine has started, to assure proper starter/generator operation. Do not allow
the engine to windmill between 18% and 28% RPM. If the propelier does not
begin to unfeather when the air start is initiated, a failure of the automatic
starting circuit is indicated. If this occurs, the engine may be started by actuat-
ing the UNFEATHERING PUMP Switch (hoid up). At 10% RPM, manually initi-
ate fuel and ignition with the MANUAL FUEL/IGNITION Switch. Actuate both

switches until 50% RPM. The ENG START/STOP Switch must be in the RUN
position.

February, 1987
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Emergency Procedures King Air B100

ENGINE FIRE (Ground)

Affected Engine:

1. Engine Start/Stop Switch - STOP
2. Fuel Firewall Valve - CLOSED
3. Fire Extinguisher - ACTUATE

FIRE EXTINGUISHER OPERATION

1. Complete Engine Fire Checklist
2. It fire persists:

Fire Extinguisher Switch - ACTUATE (Lift cover and depress switch for affected éngine.)

EMERGENCY DESCENT PROCEDURE

Power Levers - FLIGHT IDLE
Engine Speed - 100% RPM

Wing Flaps - APPROACH

Landing Gear - EXTEND
Airspeed - 153 KNOTS MAXIMUM

OhON A

LANDING EMERGENCIES

LANDING, ONE ENGINE INOPERATIVE

Use normal landing procedures with the following exception: Approach Speed - 10 knots above normal.

NOTE

Single-engine reverse thrust may be used with caution after touchdown on
smooth, dry, paved surfaces.

GO-AROUND, ONE ENGINE INOPERATIVE

WARNING

Do Not Attempt With Full Fiaps.

Power - MAXIMUM ALLOWABLE

Flaps - UP

Landing Gear - UP

Airspeed - MAINTAIN 111 KNOTS TO 125 KNOTS

hown =
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Section lli
King Air B100

Emergency Procedures
SYSTEMS EMERGENCIES

ENGINE
LOW FUEL PRESSURE (Fuel Pressure Annunciator llluminated)

1. Standby Pump (Affected Side) - ON
2. Check FUEL PRESSURE Annunciator - OFF

BLEED AIR LINE FAILURE ANNUNCIATOR

BLEED AIR LINE FAILURE annunciators shouid extinguish when either Bleed Air Valve switch is moved
from the INSTR & ENV OFF position after engine start. lllumination of either BLEED AIR LINE FAILURE
annunciator indicates a rupture of an environmental or instrument Bleed Air Line. Place the Bleed Air Valve
switch for the affected side to the INSTR & ENV OFF position.

NOTE

The BLEED AIR LINE FAILURE annunciator will not extinguish, even after
securing the engine or closing the Bleed Air Valve.

FUEL

CROSSFEED (One Engine Inoperative Only)

Left Engine Inoperative

1. Left Standby Pump Switch - ON

Crossfeed Switch - OPEN

Right Standby Pump Switch - OFF

Right Auxiliary Fuel Transfer Switch - OFF

Check FUEL CROSSFEED Light - ON

Check Left FUEL PRESSURE Annunciator - ON - Right Fuel Pressure Annunciator - OUT

o0~ LN

Right Engine Inoperative

Right Standby Pump Switch - ON

Crossfeed Switch - OPEN

Left Standby Pump Switch - OFF

Left Auxitiary Fuel Transfer Switch - OFF

Check FUEL CROSSFEED Light - ON

Check Right FUEL PRESSURE Annunciator - ON - Left Fuel Pressure Annunciator - OUT

OV e WN 2

CAUTION

The crossfeed is to be used for one-engine-inoperative operations only. Do
not feed both engines simultaneously from one side.

TO DISCONTINUE CROSSFEED

1. Crossfeed Switch - CLOSED
2. Standby Pump - OFF

October, 1984
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ELECTRICAL
GENERATOR INOPERATIVE (GEN OUT Annunciator llluminated)

1. Generator Switch - RESET momentarily, then to ON.

CAUTION

Do not attempt to reset more than twice.

If generator will not reset:

2. Generator Switch - OFF
3. Operating Generator - DO NOT EXCEED 1.0 LOAD

EXCESSIVE LOADMETER INDICATION (over 1.0)

Non-essential Loads - OFF (Monitor Loadmeters)

CIRCUIT BREAKER TRIPPED

1. Non-essential Circuit - DO NOT RESET IN FLIGHT
2. Essential Circuit:

a. Circuit Breaker - PUSH TO RESET
b. If Circuit Breaker Trips Again - DO NOT RESET

SUBPANEL FEEDER CIRCUIT BREAKER TRIPPED
1. A short is indicated - DO NOT RESET IN FLIGHT
2. Depending on which circuit breaker is tripped, the foliowing items may become inoperative:
a. Fuel Quantity Gages

b. FUEL PRESSURE Annunciator
c. Fuel Crossfeed Valve

INVERTER INOPERATIVE (INVERTER OUT Annunciator Illuminated)

Select the other inverter.
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King Air B100

Emergency Procedures

ELECTRICAL SMOKE OR FIRE
Action to be taken must consider existing conditions and equipment installed:
1. Master Switch - OFF (Gang Bar - DOWN)
WARNING

Cabin will depressurize and electrically driven flight instruments will become
inoperative.

n

Oxygen Control - ON
3. Oxygen Mask - INSERT FITTINGS, DON MASKS

NOTE

Opening the cabin pressurization dump valve (it pressurized) or the storm
windows (if depressurized) will facilitate smoke and fume removal.

All Electrical Switches - OFF
Battery Switch - ON
Generators - RESET, then ON

Essential Electrical Equipment - ON (Isolate defective equipment)
Oxygen - AS REQUIRED

@NOGA

FLIGHT CONTROLS

MAIN PITCH TRIM SYSTEM INOPERATIVE
1. Main Pitch Trim Master - OFF

2. Standby Pitch Trim Master - ON
3. Standby Pitch Trim Switches - AS REQUIRED

BOTH MAIN AND STANDBY PITCH TRiIM SYSTEMS INOPERATIVE

1. Maintain Airspeed for low control forces.

2. For landing. use flaps only as required to reduce pull forces as speed is decreased. Avoid push
forces by using only enough flaps to give desired control forces.

NOTE

With stabilizer inoperative in cruise position, extending full flaps will give zero
elevator force at 100 to 125 knots.

October, 1984
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UNSCHEDULED PITCH TRIM

1. Airplane Attitude - MAINTAIN using elevator control.
2. Main Pitch Trim Switches - HOLD to oppose direction of unscheduled trim.

CAUTION

If trim continues to run, depress and hold TRIM RELEASE. The pilot may

only have three seconds to execute corrective action before control forces
exceed 75 pounds.

3. Main Pitch Trim Master - OFF
4. Standby Pitch Trim Master - ON
5. Standby Pitch Trim Switches - AS REQUIRED

NOTE

if Standby Pitch Trim System is inoperative, DO NOT REACTIVATE
PRIMARY PITCH TRIM SYSTEM. Out-of-trim push forces can be reduced
by decreasing power and airspeed. Pull forces can be reduced by

decreasing airspeed below the appropriate flap airspeed limit and extending
flaps as required.

GO-AROUND (Pitch Trim Inoperative)

1. Power Levers - AS REQUIRED
2. Flaps - Change position only to reduce elevator forces
3. Landing Gear - RETRACT (No trim change results)

LANDING GEAR

LANDING GEAR MANUAL EXTENSION

Airspeed - ESTABLISH 125 KNOTS

Landing Gear Relay Circuit Breaker - PULL

Landing Gear Handle - DOWN

Emergency Engage Handle - LIFT AND TURN CLOCKWISE TO THE STOP TO ENGAGE.
Extension Lever - PUMP up and down until the 3 green Gear Down Lights illuminate.

Oh W~

CAUTION

Stop pumping when the 3 green GEAR DOWN lights illuminate. Further
movement of the handle could damage the drive mechanism and prevent
subsequent electrical gear retraction.

WARNING

If for any reason the green GEAR DOWN lights do not illuminate (i.e., in case
of an electrical system failure), continue pumping until sufficient resistance is
felt to ensure that the gear is down and locked, even though this procedure
may damage the drive mechanism.

BEECHCRAFT
King Air B100
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WARNING

After an emergency landing gear extension has been made, do not stow pump handle, move
any landing gear controls, or reset any switches or circuit breakers until airplane is on jacks,
since the failure may have been in the Gear-Up Circuit and gear might retract on the ground.
The landing gear cannot be retracted manually.

LANDING GEAR RETRACTION AFTER A PRACTICE MANUAL EXTENSION

After a practice manual extension of the landing gear, the gear may be retracted electrically as follows:

. Emergency Engage Handle - ROTATE COUNTERCLOCKWISE AND PUSH DOWN.
. Extension Lever - STOW

y
2
3. Landing Gear Relay Circuit Breaker - PUSH N
4. Landing Gear Handle - UP

ENVIRONMENTAL
PRESSURIZATION SYSTEM

Any time the Differential Pressure Gage reading exceeds 4.7 psi, reschedule the Pressurization Controller to
a higher cabin altitude. If the differential pressure remains above 4.7 psi, close the Bleed Air Valves, or dump
all pressure with the DUMP switch.

LOSS OF PRESSURIZATION

In the event of pressurization loss at high altitude, USE OXYGEN AND DESCEND AS REQUIRED.
ICE PROTECTION SYSTEMS

ELECTROTHERMAL PROPELLER DEICE (AUTO SYSTEM)

Abnormal Readings on Deice Ammeter: (Normal Operation: 18 to 24 amps)
1. Zero Amps:
a. Propeller Deice Switch (Auto) - CHECK
1) If OFF, reposition to AUTO after 30 seconds.
2) If in AUTO position with zero amps, system is inoperative; position the switch to OFF.
b. Propeller Deice Switch (Manual) - ACTIVATE
If Deice Ammeter continues to indicate abnormal reading:
| 2. Zero to 18 Amps or 24 to 29 Amps:
a. Continue operation

b. If propeller imbalance occurs, increase rpm briefly to aid in ice removal.
- 3. More than 29 Amps:

a. Avoid icing conditons, since continued operation of the system cannot be assured.
b. Do not operate the system, except in emergencies
c¢. Restrict time of operation to a minimum.

ELECTROTHERMAL PROPELLER DEICE (MANUAL SYSTEM)
On Airplane Serials BE-1 thru BE-113:

1. To use manual system, hold switch in OUTER position for approximately 30 seconds, then in INNER
position for approximately 30 seconds. Repeat as required to avoid significant buildup of ice which will
result in loss of performance, vibration and impingement upon the fuselage.

February, 1996 3-11
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1. Monitor manual system current requirement using the airplane’s loadmeters when the switch isin OUTER
or INNER position. A small needle deflection ( approximately 5% ) indicates the system in functioning.

On Airplanes Serials BE-114 and after:

2. To use manual system, hold manual propelier deice switch in MANUAL position for approximately 90 sec-
onds, or until ice is dislodged from blades.

3. Monitor manual system current requirement with the airplane’s loadmeters when the manual deice switch
is in the MANUAL position. A small needle deflection ( approximately 5% ) indicates the system is func-
tioning. Check propeliers for ice removal.

EMERGENCY STATIC AIR SOURCE

THE EMERGENCY STATIC AIR SOURCE SHOULD BE USED FOR CONDITIONS WHERE THE NORMAL
STATIC SOURCE HAS BEEN OBSTRUCTED. When the airplane has been exposed to moisture and/or icing
conditions ( especially on the ground ), the possibility of obstructed static ports should be considered. Partial
obstruction will result in the rate of climb indication being sluggish during a climb or descent. Verification of
suspected obstruction is possible by switching to the emergency system and noting a sudden sustained

change in rate of climb. This may be accompanied by abnormal indicated airspeed and altitude changes
beyond normal calibration differences.

Whenever any obstruction exists in the Normal Static Air System, or the Emergency Static Air System is
desired for use:

1. Pilot's Emergency Static Air Source ( right side panel ) - Switch to ALTERNATE
2. For Airspeed Calibration and Altimeter Correction, refer to Section V, PERFORMANCE.

CAUTION

Be certain the Emergency Static Air Valve is in the NORMAL position when the emer-
gency system is not needed.
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EMERGENCY EXIT

1. Release Handle - PULL
2. This is a plug-type door and opens into the cabin.

CAUTION

The outside handle may be locked from the inside with a key. The inside
handle will unlatch the door, regardless of the position of the key lock, by

overriding the locking mechanism. Before flight, make certain the door is
uniocked.

ILLUMINATION OF CABIN DOOR ANNUNCIATOR

WARNING

Do not attempt to check the security of the cabin door. Remain as far from the

door as possible with seat belts securely fastened until the airplane has
landed.

"y

Oxygen - AS REQUIRED
2. Cabin Sign Switch - FASTEN SEAT BELTS POSITION

3. Pressurization Controller - RESCHEDULE TO ZERO PRESSURE DIFFERENTIAL (DESCEND IF
REQUIRED).

4. After Landing - CH_'ECK SECURITY OF THE CABIN DOOR by lifting door step and observing the
position of Arm and Plunger. If position indicates an UNLATCHED condition, turn handle to LOCKED

position. Attempt to turn handle toward the UNLOCKED position without depressing the RELEASE
Button. The door is latched if the handie will not turn.

CRACKED WINDSHIELD

1. If it is positively determined that the crack is on the outer panel, no action is required.

CAUTION

Windshield wipers may be damaged if used on cracked outer panel. Heating
elements may be inoperative in area of crack.

2. If it is determined that the crack is on the inner panel, descend or reset the pressurization controller to
achieve 3 psi or less differential pressure within ten minutes. Visibility through the windshield may be
significantly impaired.

October, 1984
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INTENTIONAL INFLIGHT ENGINE SHUTDOWN

—_

Engine Start/Stop Switch - STOP

2. Fuel Cut-Off/Feather Lever - FEATHER after RPM has decreased to 30% or one minute after step 1,
whichever occurs first.

3. Fuel Cut-Off/Feather Lever - NORMAL at 5% to 10% RPM

NOTE

It possible, do not allow the propeller to stop rotation untit step 4 is
accomplished.

4. Unfeather Pump Switch - ACTUATE as required to maintain propeller rotation (15% RPM Maximum})
until ITT is 200°C or less.
5. Fuel Cut-Off/Feather Lever - FEATHER

SIMULATING ONE ENGINE INOPERATIVE

WARNING

The simulation of an engine failure by retarding a Power Lever shall not be
attempted below 100 knots.

A propeller feathered condition can be simulated by reducing the power on either engine to zero thrust. The

following conditions will approximate zero thrust at low aititudes at speeds between 100 knots and 125
knots:

1. Engine Speed - 100% RPM
2. Power Lever - 200 FT LBS TORQUE

SPINS

It a spin is entered inadvertently (intentional spins are prohibited), immediately move the control column
full forward, apply full rudder opposite to the direction of the spin and reduce power on both engines to
FLIGHT IDLE. These three actions should be done as near simultaneously as possible. Continue to hold
ihis control position until rotation stops, then neutralize all controls and execute a smooth pullout. Ailerons
should be neutral during recovery.

NOTE

Federal Aviation Administration Regulations do not require spin
demonstration of airplanes of this class; therefore, no spin tests have been
conducted. The recovery technique is based on the best available
information.
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Section Ill - Emergency Procedures

SEVERE ICING CONDITIONS (Alternate Method Of Compliance With FAA AD 98-04-24)
THE FOLLOWING WEATHER CONDITIONS MAY BE CONDUCIVE TO SEVERE IN-FLIGHT ICING:

* Visible rain at temperatures below 0 degrees Celsius ambient air temperature.
» Droplets that splash or splatter on impact at temperatures below 0 degrees Celsius ambient air tem-
perature.

PROCEDURES FOR EXITING THE SEVERE ICING ENVIRONMENT:

These procedures are applicable to all flight phases from takeoff to landing. Monitor the ambient air tempera-
ture. While severe icing may form at temperatures as cold as -18 degrees Celsius, increased vigilance is war-
ranted at temperatures around freezing with visible moisture present. If the visual cues specified in the Limita-
tions Section for identifying severe icing conditions are observed, accomplish the following:

1. Immediately request priority handling from Air Traffic Contol to facilitate a route or an altitude change to
exit the severe icing conditions in order to avoid extended exposure to flight conditions more severe than
those for which the airplane has been certificated.

. Avoid abrupt and excessive maneuvering that may exacerbate control difficulties.
. Do not engage the autopilot.

. It the autopilot is engaged, hold the control wheel firmly and disengage the autopilot.

o bW N

. If an unusual roll response or uncommanded roll control movement is observed, reduce the angle-of-
attack.

6. Do not extend flaps when holding in icing conditions. Operation with flaps extended can result in a
reduced wing angle-of-attack with the possibility of ice forming on the upper surface further aft on the wing
than normal, possibly aft of the protected area.

7. 1f the flaps are extended, do not retract them until the airframe is clear of ice.

. Report these weather conditions to Air Traffic Control.

@]

September, 1998 3-15



Beech King Air B100 .
Sgg;:ion Illrlls-, Erlrl;ergency Procedures nawhenn Alrcraft

THIS PAGE INTENTIONALLY LEFT BLANK

3-16 September, 1998



na“henn A_ircraft Beech King Air B100

SECTION IV
NORMAL PROCEDURES

TABLE OF CONTENTS

SUBJECT PAGE
Airspeeds for Safe Operation (11,800 Lbs) . .. . ... .. ... . ... . . ... . 4-3
Procedures by Flight Phase . . . .. .. ... 4-3
Preflight. e 4-3
Left WiNg . . 4-3
NOSE SECHON . . o o 4-4
RIGNEWING . . 4-4
Tail SeClion . . ... 4-4
Before Engine Starting . . . ... ... L 4-5
Use of External POwer ... ... 4-6
Engine Starting . . .. .. 4-6
Right Engine . ... . 4-7
Left ENgine ... 4-9
Engine Clearing Procedure . . ... e 4-9
After Starting and Taxi .. ... ... 4-9
Before Takeoff (Runup) . .. . 4-10
Before Takeoff (Final Items). . . . .. 4-10
Takeoff 4-11
Gl 4-11
CTUISE . o 4-11
DSt L L 4-12
Landing. .. e 4-12
Balked Landing. . . . .. .. 4-13
After Landing . ... 4-13
Shutdown and SECUFING . . .. . . 4-14
Night or Instrument Flight (Before Takeoff) ... .. ... .. . . . . .. . 4-15
Environmental System .. .. ... 4-16
OXYGEN SYSIBM L .o o 4-16
Preflight . L 4-16
T 1o 1 O 4-17
AfterUsing OXygen . . ... 4-17
Pressurization System .. ... . . 4-17
Function Check During Runup . . . . o 4-17
Heating or Cooling. . . ... . 4-18
Detroster Alr . L 4-18
Cockpit Ventilation. ... .. 4-18
Other Normal Procedures. . . .. ... ... 4-18
lCing FlGNt 4-18
Pitch Trim Check Procedure. . . .. . 4-21
Nickel-Cadmium Battery Condition Check . . .. . .. ... 4-22
During Engine Start . ... e 4-22
Using "Battery Charge" Annunciator . .. ... ... ... 4-22
Using Loadmeter .. 4-22
N Flgnt 4-22
During Engine Shutdown . . .. . o 4-23
Blending Anti-ice Additive to Fuel. . . . . 4-23
Noise CharacteristiCs . .. ... ... 4-23
Practice Demonstration of Viyca. - - o« oo oo 4-24
Cold Weather Procedures (Snow, Slush, and Ice) . . .. ... ... .. ... . ... .. 4-25
Preflight Inspection ... ... . 4-25

February, 2000



Beech King Air B100

Section IV - Normal Procedures nawhenn Aircraft

SECTION IV
NORMAL PROCEDURES
TABLE OF CONTENTS (CONT'D)

SUBJECT PAGE
TaXiiNg . oo 4-25
Before Takeoft . . . 4-25
Takeolt . 4-26
Landing . . .. .. 4-26
Shutdown and SECURING . . . . oo 4-26

4-2 February, 2000



BEECHCRAFT

Section IV
King Air B100

Normal Procedures

All airspeeds in this section are indicated airspeeds (IAS) and assume zero instrument error.

AIRSPEEDS FOR SAFE OPERATION (11,800 LBS)

Maximum Demonstrated Crosswind COMPONENt ...t e 25 kts
Takeoff (Flaps 0%)

(e = L (]« o O O OO SO U SO UB U 97 kts

50-ft Speed 111 kts
BeSt ANGIE-0Of-ClIMD (My) . oriiiiiii ittt e e e e e sr e st e et e e sheere e eeeareeseeaennes 115 kts
Best Rate-0f-ClmMD (Vo) e ettt et e et eae et r et eenr e 130 kts
Cruise Climb

Sea Level 10 10,000 FEEL ... ..o ittt 150 kts

10,000 0 20,000 ... oo e e ettt ettt et s eea e et ee 140 kts

20,000 10 31,000 ... oo e e e e et et tbeen e ne e e e e enen 130 kts
TUrbulent Air Penetration ... .. e 167 kts
Landing Approach

FIAPS 1000 - e e e et a e e e eaaeeae 112 kts

Bl aS 00ttt et a et e et ne e e 121 kts
Balked Landing ClmD ... e et e e e e e ee et e e e e ae e e e st ee s eteee e aaeaaee s 100 kts
Intentional One-Engine-Inoperative SPeead (Mage) .. voovroreeoorieeiee i ieeseceaateseaee e eeer e atee e oo sene e 100 kts
AIr MINIMUM CONLIOl SPEEA (Vpga) -+ vveermreeanreeimiamiiraiiesiestaereassessee et esseasasaseesabeesseenneensesessembenessrnenses 85 kts

PROCEDURES BY FLIGHT PHASE

PREFLIGHT
LEFT WING

Flaps - CHECK

Ram Scoop Fuel Vent - CLEAR

Heated Fuel Vent - CLEAR

Two Fuel Sumps (aft of wheel well) - DRAIN
Aileron and Tab - CHECK

Flush Qutboard Wing Fuel Sump - DRAIN
Lights - CHECK

Main Fuel Tank - CHECK, CAP SECURE
Stalt Warning - CHECK

10. Tiedown and Chocks - REMOVE

11. Deice Boot - CHECK

12. Engine Exhaust - CLEAR

13. Fire Extinguisher Pressure - CHECK

14. lLanding Gear and Doors - CHECK

15. Fuel Sump (aft of oil cooler) - DRAIN

16. Fuel Drain (forward of wheel well) - DRAIN
17. Propelier - CHECK ROTATION AND CONDITION
18. Engine Air and Qil Cooler Intakes - CLEAR
19. Engine Qil - CHECK QUANTITY, CAP SECURE
20. Engine Fuel Drains - CLEAR

21. Cowling, Doors and Paneis - CHECK

22. Auxiliary Fuel Tank - CHECK, CAP SECURE
23. Heat Exchanger Inlet - CLEAR

24. Inboard Fuel Tank Sump - DRAIN

25. Lower Antennas and Beacon - CHECK

©ENOOHGN =
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NQOSE SECTION

1. Ram Air Inlet - CLEAR

2. Access Panels - SECURE

3. Air Conditioner Ducts - CLEAR

4. Nose Gear and Doors - CHECK

5. landing and Taxi Lights - CHECK

6. Pitot Covers - REMOVE

7. Windshield Wipers - CHECK
RIGHT WING

1. Inboard Fuel Tank Sump - DRAIN

2. Heat Exchanger Inlet - CLEAR

3. Auxiliary Fuel Tank - CHECK, CAP SECURE
4. Engine Fue! Drains - CLEAR

5. Propeller - CHECK ROTATION AND CONDITION
6. Engine Air and Oil Cooler intakes - CLEAR
7. Engine Oil - CHECK QUANTITY, CAP SECURE
8. Cowling, Doors and Panels - CHECK

9. Engine Exhaust - CLEAR
10. Fuel Drain (forward of wheel well) - DRAIN
11. Fuei Sump (aft of oil cooler) - DRAIN
12. Fire Extinguisher Pressure - CHECK
13. Landing Gear and Doors - CHECK
14. Deice Boot - CHECK
15. Tiedown and Chocks - REMOVE
16. Main Fuel Tank - CHECK, CAP SECURE
17. Lights - CHECK
18. Aileron - CHECK
18. Flush Quter Wing Tank Sump - DRAIN
20. Fiaps - CHECK
21. Two Fuel Sumps (aft of wheel well) - DRAIN
22. Heated Fuel Vent - CLEAR
23. Ram Scoop Fuel Vent - CLEAR

TAIL SECTION

1. Oxygen Door - SECURE

2. Static Ports - CLEAR

3. Emergency Locator Transmitter - ARM

4. Tiedown - REMOVE

5. Access Panels - SECURE

6. Deice Boots - CHECK

7. Control Surfaces and Rudder Tab - CHECK
8. Lights - CHECK

9. Stabilizer Setting - NOTE

10. Top Antennas - CHECK

11. Static Ports - CLEAR

BEECHCRAFT
King Air B100



BEECHCRAFT

Section IV

King Air B100
BEFORE ENGINE STARTING

1. Cabin Door - LOCKED. (Check cabin door security by attempting to turn handle toward unlocked
position without depressing release button. Handle should not move.

WARNING

Only a crew member should close and lock the door.

2. When Monogram electric toilet is installed, Knife Valve - OPEN
3. Load and Baggage - SECURE; Weight and CG - CHECKED
4. Emergency Exit - SECURE AND UNLOCKED
5. Control Locks - REMOVED
6. Seats - POSITIONED; Seatbacks - UPRIGHT
7. Lateral Tracking Chairs - OUTBOARD
8. Seat Belts and Shoulder Harness - FASTENED
9. Brakes - SET
10. Switches - OFF
11. Landing Gear Switch Handle - DOWN
12. Overhead Panel - CHECK
13. Power Levers - GROUND IDLE (FLIGHT IDLE it overspeed governor is to be checked)
14. Engine Speed Levers - LOW RPM
15. Fuel Cutoff & Feather Levers - NORMAL
*16. Pedestal Circuit Breakers - IN
17. Cabin Sign - ON (BOTH position)
18. Cabin Temp Mode - OFF; Vent Blower - AUTO
19. Pressurization Bleed Air Valves - ENV OFF
*20. Circuit Breakers - IN
*21. Oxygen Supply Pressure - CHECK
*22. Emergency Static Air Valve - NORMAL
*23. Fuel Firewall Valves - CLOSED; Circuit Breakers - IN
*24. Standby Pumps - ON (Listen for operation.)
25. Battery Switch - ON (Fuel Pressure Annunciators - ON)
*26. Fuel Firewall Valves - OPEN (Fuel Pressure Annunciators - OFF)
*27. Left Standby Pump - OFF (Left Fuel Pressure Annunciator - ON)
*28. Crossfeed - OPEN (Crossfeed Light - ON; Left Fuel Pressure Annunciator - OFF)
*29. Crossfeed - CLOSED
*30. Right Standby Pump - OFF (Right FUEL PRESS Annunciator - ON}
31. Fuel Quantity - CHECK (Main and Auxiliary Tanks)
32. Voltmeters - CHECK (No voitage indicates current limiter failure)
'33. MAN FUEL/IGN Switches - OFF
34. Fire and Smoke Detectors - TEST
35. Annunciator Panel - TEST

'May be omitted for quick turn-around at pilot's discretion.

February, 1987
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Section {V BEECHCRAFT
Normal Procedures King Air B100

USE OF EXTERNAL POWER

1. Battery Switch (Under gang bar) - ON
2. Avionics Master Power Switch - OFF
l 3. Auxiliary Power Unit (APU) Output - SET AT 28 VOLTS =~ .25 VOLTS

NOTE

The APU must be regulated at 28 volts DC and be capable of supplying at least
1000 amperes at a minimum of 16 volts DC during the start cycle.

CAUTION

Do not exceed 400 amperes continuous power load.

4. APU - OFF
5. APU Output Plug - INSERT INTO AIRPLANE APU RECEPTACLE, located on underside of nacelle
just aft of right main gear.

CAUTION

NEVER CONNECT AN EXTERNAL POWER SOURCE TO THE AIRPLANE
UNLESS A BATTERY INDICATING A CHARGE OF AT LEAST 20 VOLTS
IS IN THE AIRPLANE. If the battery voltage is less than 20 volts, the battery

must be recharged, or repiaced with a battery indicating at least 20 volits,
before connecting external power.

I Only use an external power source fitted with an AN-type plug.

6. Battery Select Switch - NORMAL. The parallel circuit will automatically be selected anytime an APU is
connected, even if the switch is in the SERIES position.

7. Engine Starts - SAME AS BATTERY STARTS, except that the generators must remain OFF until the
APU has been disconnected.

8. APU Connecting Cable - DISCONNECTED BEFORE MOVING THE AIRPLANE.

ENGINE STARTING

NOTE

The maximum ITT for initiating an engine start is 300°C. The engine may be
motored to reduce the ITT by placing the START SELECT switch in the
CRANK position and momentarily moving the ENG START/STOP switch to
START. This initiates motoring. To cease motoring after ITT drops below

300°C, place the ENG START/STOP switch to STOP. Observe starter time
limits.

4-6 February, 1987
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King Air B100

RIG

5.

6.

7.

Section IV
Normal Procedures

Propeller - CLEAR and UNFEATHERED; if feathered, or to ensure full engagement of start locks:
a. Power Lever - REVERSE

b. Unfeather Pump Switch - ON (hold up) - observe that propeller blades move from feathered to
locked.

c. Power Lever - GROUND IDLE (FLIGHT IDLE if overspeed governor is to be checked).

Inverters - CHECK Both then either one ON (BE-1 thru BE-20)

Battery Select Switch - AS REQUIRED

NOTE

It the airplane has cold soaked at ambient temperatures of —4°C or below, a
SERIES start is recommended. Above —4°C ambient temperatures (or with
warm engines) a NORMAL (parallel) start is recommended. At ambient
temperatures of -12°C or below, the use of an auxiliary power unit is
recommended.

A series start cannot be accomplished - regardless of Battery Select switch

position — if either generator is on the line, or if an auxiliary power unit is
connected.

Auto Ignition System - CHECK
a. MAN FUEL/IGN Switches - ARM

b. Observe Ignition Annunciators liluminated and Auto Ignition Arm Lights Extinguished.
c. MAN FUEL/IGN Switches - OFF

HT ENGINE

Start Select Switch - GROUND

NOTE

The Start Select switch must be in the GROUND position to assure proper
stant system operation. If a start is attempted with this switch in any other
position, place the Engine Start/Stop switch to STOP before selecting
GROUND.

NTS System - CHECK. This check is done in conjunction with engine start.

a. NTS Test Switch - ON (hold up) - observe illumination of R NEGATIVE TORQUE SYS annunciator
in glareshield panel.

Right Engine Start/Stop Switch - START until engine lightoff (ITT rises).

a. NTS Annunciator - EXTINGUISHED at start initiation

b. NTS Test Switch - RELEASE

c. Eng Start/Stop Switch - RELEASE to RUN after engine lightoff

d. Eng Start/Stop Switch - Momentarily to START as required for priming above 25% RPM for
satisfactory engine acceleration.

NOTE

Use of the prime function should not normally be required if the engine is
warm (oil temperature within the normal operating range).

February, 1987
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BEECHCRAFT
Normali Procedures

King Air B100

CAUTION

If engine lightoff has not occurred within approximately 10 seconds after
reaching 10%RPM, or by 15% RPM, a failed tachometer drive or speed switch

I is indicated. Actuate the MANUAL FUEL/IGNITION Switch (ON);, OFF at 50%
RPM. If lightoff does not occur within 10 seconds after manual ignition, place
the ENG START/STOP Switch to STOP. If this procedure is followed to ac-
complish the start, trip and reset the appropriate STARTER CONTROL circuit
breaker after the engine has started, to assure proper starter/generator
operation.

If the NTS check is unsatisfactory, correct the fault before flight.
8. ITT - MONITOR rise as engine accelerates (1149°C maximum/1 second).
CAUTION

If rate of RPM increase s/ows appreciably below 40% RPM, and 17T is rapidly
increasing, cease priming immediately. If RPM stops increasing prior to 40%
RPM, or if ITT is approaching the start limit, immediately place the ENG
START/STOP switch to STOP. Do not allow RPM to dwell in the 18 to 28%
RPM range.

9. OilPressure - CHECK FOR RISE within 10 seconds after start initiation; if not observed, abort the start.
10. RPM - CHECK FOR STABILIZATION
11. Right Generator - RESET for a minimum of one second, then release to ON

NOTE

The BATTERY CHARGE annunciator will illuminate approximately 6 seconds
after generator is on the line. If the annunciator does not extinguish within 5
minutes, refer to NICKEL-CADMIUM BATTERY CONDITION CHECK
procedure, this section.

*12. Overspeed Governor - CHECK AS REQUIRED. This check should be performed every 25 flight hours
or once a month whichever occurs first, when air starts are anticipated, when engine control system
maintenance or adjustment has been performed, or when there is any indication of malfunction.

a. Propeller - on start locks (Flat Pitch) (balance of test is performed on individual engines.)

b. Power Lever - ADVANCE slowly to the fuil-forward position

c. RPM - STABLE AT 103.0% to 104.0% - Operation above 101.0% should be limited to 30 seconds
maximum. Do not exceed 105.0% at any time. (Repeat a, b, and c on the opposite engine.)

NOTE

It an overspeed governor check is to be made, do not move the Power Levers
below FLIGHT IDLE until the check has been completed.

13. Power Lever - GROUND IDLE

14. MAN FUEL/IGN Switch - ARM
a. Observe Auto ignition Light Hluminated.
b. MAN FUEL/IGN Switch - OFF

*‘May be omitted for quick turn-around at pilot’s discretion.

4-8 February, 1987



BEECHCRAFT

Section IV
King Air B100 Normal Procedures
LEFT ENGINE
CAUTION
Ensure that the right engine is idling at 65% RPM before initiating left engine
start.
15. Start - Repeat steps above for left engine.

16.

Battery Select Switch - NORMAL

ENGINE CLEARING PROCEDURE

The engine may be cleared of fuel and/or vapors by allowing three minutes for draining after an attempted
start before attempting another start, or by:

1.

2.

3.

Start Select Switch - CRANK
CAUTION

If the other engine is operating, ensure that it is idling at 65% RPM before
cranking.

Engine Start/Stop Switch - MOMENTARILY TO START and allow to crank for approximately 15
seconds, then to STOP.
Start Select Switch - GND

AFTER STARTING, AND TAXI

1.
2.

OND O s

©

11.

Staﬁdby Pumps - ON (Fuel Pressure Annunciators OUT)

Auxiliary Fuel Transfer Switches - ON (If fuel is in AUX TANKS); AUX EMPTY Annunciators {lluminates
- PRESS TO TEST

NOTE

Any auxiliary fuel must be used first. Auxiliary fuel will not transfer unless
Standby Pumps are ON.

Inverters - Check both, then either one - ON (BE-21 and After)
Voltage and Loadmeters - CHECK

Avionics Master Power Switch and Radios - ON

Lights - AS REQUIRED

Cabin Temperature Mode - AS REQUIRED

~Annunciators - TEST, then clear except for PROP REV NOT READY Annunciator and BETA

Annunciator.

instruments - CHECK

Propeliers {each engine) - UNLOCK

a. Power Levers - MOVE TOWARD REVERSE until an inrcrease in TORQUE, ITT, and FUEL FLOW
is observed.

b. Power Levers - GROUND IDLE

c. Engine RPM - CHECK for 64% to 66% RPM reading

Brakes - CHECK

NOTE

Care must be exercised when taxiing on unimproved surfaces to prevent
propeiler ziade and airplane surface damage from sand, gravel, and debris.

February, 1987
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BEFORE TAKEOFF (RUNUP)

1. Radios and Radar - CHECK
2. Pressurization - SET
a. Cabin Altitude Selector Knob - ADJUST SO THAT INNER SCALE (ACFT ALT) INDICATES 31,000
FEET (end of scale) or PLANNED CRUISE ALTITUDE PLUS 500 FEET, whichever is tower. (If this
setting does not resultin an outer scale (CABIN ALT) indication of at ieast 500 feet above take-off
field pressure altitude, adjust as required.)
b. Rate Control Selector Knob - SET INDEX BETWEEN 9- and 12-O’CLOCK POSITIONS.
* 3. Pitch Trim Indicator - COMPARE WITH STABILIZER POSITION NOTED DURING PREFLIGHT
* 4. Autopilot - CHECK
5. Pitch Trim System - CHECK
a. Standby Pitch Trim - CHECK: Individual Switches, Stabilizer movement, then OFF
b. Main Pitch Trim - CHECK UP and DOWN (travel to full extreme required on first flight of day) (Note
aural trim-movement indication.)
(1) Individual Switches - NO MOVEMENT OF STABILIZER
(2) Trim Release - DEACTIVATION OF SYSTEM
(3) Copilot's Switches - OPERATION

WARNING

Operation of the trim system should occur only by movement of pairs of
switches. Any movement of the indicator while depressing one switch denotes
a malfunctioning system. Flight shall not be initiated with any malfunction of
either the main or standby trim systems.

The Main Pitch Trim System Master Switch and the Standby Pitch Trim
System Master Switch shall not be in the ON position at the same time. These
systems shall be operated independently of each other.

¢. Out of Trim Warning System - CHECK
(1) Activate Pilot (or Copilot's) Main Pitch Trim Switches until trim indicator is above or below the
green arc.
(2) Advance Left Engine Power Lever to 90% or above
(3) Retard Left Engine Power Lever to Idle.
6. Pitch Trim - SET FOR TAKEOFF (GREEN ARC)
7. Trnm Tabs - SET
8. Engine Control Friction Locks - Set
9. Flaps - CHECK AND SET
10. Flight Controls - CHECK FOR FREEDOM OF MOVEMENT AND PROPER DIRECTION OF TRAVEL
11. Instrument Vacuum and Deice Pressure - CHECK
12. Fuel Quantity, Flight and Engine Instruments - CHECK

BEFORE TAKEOFF (FINAL ITEMS)

Bleed Air Valves - OPEN

Annunciators - EXTINGUISHED or considered
Transponder - ON

Ice Protection - AS REQUIRED

bwh=
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BEECHCRAFT Section IV

King Air B100 Normal Procedures
TAKEOFF
1. Manual Fuel/Ignition Switches - AS REQUIRED l
WARNING

Standing water or slush on the runway may induce flameout. If such
conditions exist, tum the Manual Fuel/Ignition switches ON before takeoff
and observe time limits.

2. Engine Speed Levers - HIGH RPM - Note Tachometer at 96.5% to 97.5% rpm
3. Power Levers - ADVANCE TO MAXIMUM POWER (99.5% to 100.5% RPM, 1878 ft Ibs TORQUE
and/or 923°C ITT limits)

NOTE

Refer to PERFORMANCE Section for minimum take-off power, take-off
speeds, field length, and climb information. Monitor torque and ITT while
applying power. Increasing airspeed will cause torque and ITT to increase.
Verity that minimum take-oft power is obtained.

4. Airspeed - TAKE-OFF SPEED
5. landing Gear - RETRACT after airplane is positively climbing.

CLIMB
CAUTION
Before reducing engine speed for climb or cruise, reduce ITT to 850°C or
lower.
1. Engine Speed - AS REQUIRED
2. Climb Power - SET (Observe ITT and TORQUE LIMITS)
3. Propeller Synchrophaser - ON
4. Manual Fuel/ignition Switches - AS REQUIRED
5. Standby Pumps - OFF if auxiliary tanks are empty I
6. Engine Instruments - MONITOR
7. Cabin Sign - AS REQUIRED

CRUISE
WARNING

DO NOT LIFT POWER LEVERS IN FLIGHT.

1. Cruise Power - SET

NOTE

Establish cruise power by setting ITT. At low altitudes, Maximum Cruise may
be limited by Vmo (223 Knots).

2. Engine Instruments - MONITOR
3. Auxiliary Fuel Quantity Gages - MONITOR to ensure fuel is being transferred from auxiliary tanks.
4. Auxiliary Fuel Transfer Switches - OFF (When AUX EMPTY Annunciators lluminate)

February, 1987 4-11
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BEECHCRAFT
Normal Procedures

King Air B100

5. Standby Pumps - OFF (If AUX tanks empty)
6. Battery Condition - MONITOR Battery Charge annunciators. if either illuminates in flight, perform the
following procedures:
a. Either Generator - OFF
b. Battery Switch - OFF (momentarily), then ON
c. Loadmeter - Note Change
d. Generator - ON

NOTE

The change in loadmeter indications is the battery charge current and shouid
be no more than .05. With a greater reading, turmn the battery switch OFF
and proceed to destination. (The battery switch should be tumed ON for
landing in order to avoid electrical transients caused by power fluctuations.)
During an Engine Shutdown, a battery condition check as outlined below
should be made after landing. If battery indicates unsatisfactory, it should be
removed and checked by a qualified nickel-cadmium battery shop.

If annunciator(s) does not extinguish when the Battery Switch is placed in the
OFF position, land as soon as practical.

DESCENT

1. Cabin Pressurization Controller - SET

a. Cabin Altitude Selector Knob - SET per PRESSURIZATION CONTROLLER SETTING FOR

LANDING graph, or so that "CABIN ALT" DIAL INDICATES LANDING FIELD PRESSURE
ALTITUDE PLUS 500 FEET.

b. Rate Control Selector Knob - AS REQUIRED.

2. Altimeter - SET

Cabin Sign - AS REQUIRED

4. Windshield Anti-lce - AS REQUIRED (Turn ON well before descent into warm, moist, air to aid in
defogging.)

5. Power - AS REQUIRED to give desired rate of descent.

w

LANDING
WARNING
' Standing water or slush on the runway may induce flameout. Turn the Manual
| Fuel/Ignition switches ON (ARM for auto ignition system) before landing and
observe time limits.
NOTE
Under low visibility conditions, landing and taxi lights should be left off due to
light reflections.
Refer to PERFORMANCE Section for 0% flaps landing information.
1. Cabin Sign - ON
2. Standby Pumps - ON
3. Approach Flaps - AS REQUIRED
4. Propeller Synchrophaser - OFF
5. Engine Speed Levers - HIGH RPM
6. landing Gear - DOWN
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King Air B100

7. Flaps - 100%
8. Landing and Taxi Lights - AS REQUIRED
9. Pressurization - CHECK
10. Manual Fuel/Ignition Switches - AS REQUIRED
11. Power Levers:
a. FLIGHT IDLE at or before touchdown
b. GROUND IDLE after touchdown
¢. REVERSE as required after BETA Annunciator have illuminated.

WARNING

Do not move Power Levers below FLIGHT IDLE until after touchdown.

12. Brakes - AS REQUIRED

CAUTION

If possible, propellers should be moved out of reverse pitch above 40 knots,
to minimize propeller blade erosion. Care must be exercised when reversing
on runways with loose sand or dust on the surface. Flying gravel will

damage propeller blades, and dust may obscure the pilot's forward visual
field.

BALKED LANDING

Power - TAKEOFF (1878 ft Ibs or ITT 923°C at 100% RPM)

Airspeed - 100 knots {When clear of obstacles ESTABLISH 110 knots.)
Flaps - Up

Landing Gear - UP

LN

AFTER LANDING

1. Power Levers - GROUND IDLE

NOTE

Operate at taxi power for at least three minutes prior to shutdown (taxi time
included).

Engine Speed Levers - LOW RPM (After reaching normal taxi speed)
Manual Fuel/ignition Switches - OFF

Landing and Taxi Lights - AS REQUIRED

Ice Protection - OFF

Electrical Load - OBSERVE LIMITS

Trim - SET TO ZERO

Flaps - UP

O N OR LN

February, 1987
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Normal Procedures

SHUTDOWN AND SECURING

NGO AN~

Parking Brake - SET

Inverter - OFF

Avionics Master Power Switch - OFF

Light Switches - OFF

Bleed Air Valves - ENV OFF

Cabin Temp Mode - OFF; Vent Blower - AUTO
Overhead Panel Switches - OFF

Batteries - If either BATTERY CHARGE annunciator illuminates during flight, perform the following
BATTERY CONDITION CHECK:

a.
b.
c.

One Generator - OFF
Volt Meter - INDICATING 28 VOLTS
Momentarily turn the Battery Master Switch OFF, noting the change in loadmeter reading.

NOTE

The change in loadmeter indication is the battery charge current and should
be no more than .05. If the result of the first check is not satisfactory, allow the
batteries to charge, repeating the test each 90 seconds. If the results are not
satisfactory within three minutes, the batteries should be removed and
checked by a qualified nickel-cadmium battery shop.

9. Engine Start/Stop Switches - STOP
10. Power Levers - REVERSE before 50% rpm - Monitor engine for unusual noises.

11,

CAUTION

Monitor ITT during shutdown. if sustained combustion is observed, proceed
immediately to the ENGINE CLEARING procedure given earlier. During
shutdown, ensure that the engines decelerate freely. Do not close the Fuel
Firewall Shutoff Valves for normal engine shutdown.

Standby Pumps - OFF

CAUTION

The Standby Pumps are connected to the battery bus. Failure to turn these
switches OFF will discharge the left battery.

12. Current Limiters - CHECK
13. Battery and Generator Switches - OFF AFTER PROPELLER ROTATION STOPS

NOTE

Failure of propeller(s) to cease rotation with Battery and Generator Switches
ON indicates failure of starter or generator control systems. Turn Battery and
Generator Switches OFF and initiate corrective action prior to next flight.

14. Power Levers - GROUND IDLE after propeller rotation stops
15. All other switches - OFF

16. Control Locks, Pitot Covers, Tiedown and Chocks - AS REQUIRED

BEECHCRAFT
King Air B100

October, 1984
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CAUTION

Thermal distortion of the main rotor assembly may occur because of
differential cooling of the rotor assembly components. If engine restarts within
10 to 45 minutes after engine shutdown are anticipated, this distortion can be
avoided by rotating the engine (in the normal direction of rotation) until the
rotating group is 180 degrees from the shutdown position. This is to be
accomplished approximately 10 minutes before restart.

if the above procedure is not followed, stagnated acceleration may occur
between 18- and 28-percent speed, accompanied by a rapid increase in ITT
or EGT. In extreme cases, engine rotating group damage may resuit.

NIGHT OR INSTRUMENT FLIGHT (BEFORE TAKEOFF)

b wn =

October, 1884

Internat Lights - CHECK

External Lights - CHECK

Flight instruments - CHECK

Instrument Vacuum and Deice Pressure - CHECK
Voltage and Loadmeters - CHECK

Section IV
Normal Procedures
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King Alr B100
ENVIRONMENTAL SYSTEMS

OXYGEN SYSTEM

PREFLIGHT

OXYGEN AVAILABLE WITH
1. Oxygen Pressure Gauge - CHECK TO ENSURE PARTIALLY FULL BOTTLE o
SUFFICIENT PRESSURE, AND NOTE READING. 2500 —prrerrree 3
2. Percent of Full Bottle - DETERMINE FROM “OXYGEN : 1 QC
AVAILABLE WITH PARTIALLY FULL BOTTLE" 2000 o
GRAPH AT RIGHT . Qg, -_\6’0
3. Oxygen Duration in Minutes - COMPUTE. O A

a. Duration with Full Bottle - OBTAIN FROM
“OXYGEN DURATION"" TABLE BELOW.

b. Current Oxygen Duration Available - MULTIPLY
FULL-BOTTLE DURATION BY PERCENT OF
USABLE CAPACITY to obtain answer in minutes.

4. Plug in all masks that will be used during flight.
5. Oxygen Control Valve - PULL ON, CHECK FLOW

INDICATOR EACH MASK.

6. Diluter Demand System - CHECK OPERATION, SET 0 -
MASKS AT 100% POSITION. 0 25 50 75 100
7. Oxygen Control Valve - PUSH OFF, STOW MASKS. PERCENT OF USABLE CAPACITY

1500

&
3,
A
O
N\
\

A\
\
X

1000 x

500 e

GAUGE PRESSURE ~ PSIG

éTEéO! -41

Oxygen Duration is computed for Puritan - Bennett Oxygen masks which regulate the flow rate to 3.7 Liters
Per Minute (LPM-NTPD). These masks, identified by a red color coded plug-in, are approved for pressure
altitudes up to 30,000 feet.

Stated

Cylinder tNUMBER OF PEOPLE USING

Size 1 2 3 4 5 6 7 8 ] 16 11 12 13 14 15 |16 117

Cu ft ' DURATION IN MINUTES
22 151 75 50 37 30 25 21 18 16 15 13 12 11 10 10 * *
49 334 167 111 83 66 55 47 41 37 33 30 27 25 23 22 |20 19
64 445 222 148 111 8 74 63 55 49 44 40 37 34 31 29 | 27 26
76 514 257 171 128 102 85 73 64 57 51 46 42 39 36 34 ) 32 30

"Will not meet oxygen requirements

tFor oxygen duration computations, count each diluter-demand crew mask in use as 2 (e.g., with 4
passengers and a crew of 2, enter the table at 8 people using).

October, 1984
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Section IV
King Air B100

Normal Procedures

WARNING

NO SMOKING when using Oxygen.

IN FLIGHT

Provision has been made for normal storage of the pilot's and copilot's oxygen masks under their seats and
passenger oxygen masks can be stored in the seat back pockets.

1. Oxygen Control Valve - PULL ON
Passengers:
a. Masks - INSERT FITTINGS and DON MASK (adjust mask for proper fit)
NOTE

System efficiency is determined by the fit of the oxygen mask. Make certain
the masks fit properly and are in good condition.

b. Oxygen Fiow Indicator - CHECK that the plunger lifts from its seat when the hose is inserted into
the oxygen coupling.

Crew:

c. DON QUICK-DONNING MASK (when used at a cabin aititude of 20,000 feet or lower, the selector
lever is usually moved to "NORMAL" to conserve oxygen.)

AFTER USING OXYGEN
1. Masks - DISCONNECT by pulling fitting from coupling.
NOTE
Closing the oxygen control valve while in flight is not necessary due to
automatic sealing of the outlet when the mask is unplugged. It is desirable,

however, to shut off the oxygen supply when not in use.

2. Oxygen Control - PUSH OFF (may be accomplished during shut-down)

PRESSURIZATION SYSTEM
' FUNCTIONAL CHECK DURING RUNUP

1. Bleed Air Valves - OPEN
2. Cabin Pressure Controller - SET

a. Cabin Altitude Selector Knob - ADJUST SO THAT "CABIN ALT" DIAL INDICATES AN ALTITUDE
500 FEET BELOW FIELD PRESSURE ALTITUDE.

b. Rate Control Selector Knob - SET INDEX BETWEEN 9- AND 12-O'CLOCK POSITIONS.

Pressurization Switch - HOLD AT THE "TEST" POSITION.

Cabin Rate of Climb Indicator - CHECK FOR DESCENT INDICATION.

Pressurization Switch - RELEASE TO THE "PRESS” POSITION when pressurizing is confirmed.
Pressurization - SET (See BEFORE TAKEOFF procedure).

o bW
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Szzgon Il\rl‘gf Ngrmal Procedures nay'henn Alrcraft

HEATING OR COOLING

Bleed Air Valves - OPEN (ENV OFF for more efficient cooling on the ground.)
. Cabin Temperature Mode - AUTO

Vent Blower - AUTO

Electric Heat - NORMAL

Temperature Control - AS REQUIRED

6. Cabin Air Control - AS REQUIRED to divert cabin airflow to the cockpit.

o K w2

DEFROSTER AIR

Windshield Defroster Air Control (right side of pilot's control column) - ON (pull)
COCKPIT VENTILATION

Pilot and copilot Ventilation Air Control - OFF (pull, at each lower corner of the subpanel! if increased airflow is
required.)

NOTE
During operation in AUTO, MANUAL HEAT or MANUAL COOL, the ventilation blower
operates in the low position. For increased air circulation, turn the Blower Switch to HIGH.

Electric heat in the NORMAL position is automatically controlled when the Cabin Temper-
ature Mode Control is in AUTO. The GROUND MAXIMUM position may be used for fast
warmup. Observe RPM, {TT and Generator limits when operating in this mode. The Elec-

tric Heat switch is solenoid-held in the GRD MAX position and will drop down to the NORM
position at liftoff.

OTHER NORMAL PROCEDURES
ICING FLIGHT

This airplane is approved for flight in icing conditions as defined in FAR 25, Appendix C. These conditions do
not include, nor were tests conducted in, all icing conditions that may be encountered (e.g., freezing rain, freez-
ing drizzle, mixed conditions, or conditions defined as severe). Some icing conditions not defined in FAR 25
have the potential of producing hazardous ice accumulations, which: 1) exceed the capabilities of the air-
plane’s ice protection equipment; and/or 2) create unacceptable airplane performance. Flight into icing condi-
tions which lie outside the FAR-defined conditions is not prohibited; however, pilot’s must be prepared to divert
the flight promptly if hazardous ice accumulations occur.

Refer to Section Il for limitations relating to icing flight, and Section Il for emergency procedures associated
I withicing equipment malfunctions and procedures required for severe icing conditions.

Due to distortion of the wing airfoil, ice accumulations on the leading edges can cause a
significant loss in rate of climb and in speed performance, as weil as increases in stall
speed. Even after cycling deicing boots, the ice accumulation remaining on the boots and
unprotected areas of the airplane can cause large performance losses. For the same rea-
son, the aural stall waming system may not be accurate and should not be relied upon.
Maintain a comfortable margin of airspeed above the normal stall airspeed. In order to
minimize ice accumulation on unprotected surtaces of the wing, maintain a minimum of
140 knots during operations in sustained icing conditions. In the event of windshield icing,
reduce airspeed as required, but not below 140 knots. Prior to a landing approach, cycle
the deicing boots to shed any accumulated ice.

September, 1998
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Section IV
Normal Procedures

1. Surface Deice System

a.
b.

Preflight - Check boots for damage and cleanliness.

Before takeoff - Deice Cycle Switch: Check both positions (SINGLE - up, and MANUAL - down))
(1) Check Deice Pressure Gage.

(2) Check boots visually for inflation and hold-down.

In flight (when ice accumulates 2 to 1 inch): Deice switch - SINGLE. Repeat as required.

CAUTION

Operation of the surface deice system in ambient temperatures below -40°C
can cause permanent damage to the deice boots.

Rapid cycles in succession, or cycling before at least 1/2 inch of ice has
accumulated, may cause the ice to grow outside the contour of the inflated
boots and prevent ice removal.

NOTE

Either engine will supply sufficient air for deice operation. In the event of
failure of SINGLE cycle, use MANUAL cycle.

2. Engine inlet Heat

a.
b.

Before takeoff (OAT + 5°C or below): Engine Inlet Switches - ON |
In flight (in visible moisture): Engine Inlet Switches - ON (before ice forms)

WARNING

When icing conditions may be encountered, do not delay operation of the en-
gine inlet heat systems. Turn the systems on before any ice accumulates. En-
gine inlet heat must be on if icing conditions exist or are anticipated. if icing
conditions are inadvertently encountered, actuate the Manua! Fuel/ignition
switch to the ON position and turn on engine inlet heat systems one at a time.
Ensure proper operation of the first engine before activating the inlet heat sys-
tem for the second engine.

CAUTION

Do not operate engine inlet heat fonger than 10 seconds if OAT is greater than
+ 5 degrees C.

3. Ignition System

a.

February, 1987

Before Takeoff and’ In Flight - MAN FUEL/IGN Switches - ON (ARMED for automatic ignition
system) - Observe FLIGHT IN ICING CONDITIONS LIMITATIONS. Observe AUTO IGN
ARMED lights iilluminated.
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Normal Procedures King Air B100

4. Electrothermal Propeller Deice

CAUTION

Do not operate propeller deice when the propellers are static.

a. Before Takeoff
(1) Propelier Deice Switch (Auto) - AUTO
(2) Deice Ammeter - CHECK for 18 to 24 amperes.

On Airplane Serials BE-1 thru BE-113:

(3) Manuai Propeller Deice Switch - MOMENTARILY HOLD IN “INNER” POSITION, THEN
“OUTER" (Small loadmeter deflection on both meters in each posttion indicates the manual
system is operating.)

On Arrplane Serials BE-114 and after:

(3) Manual Propeller Deice Switch - MOMENTARILY HOLD IN "MANUAL" POSITION (Small
loadmeter deflection on both meters indicates manual system is operating.)

All Airplanes: NOTE

Use of current for the manual (backup) system is not registered on the
propeller deice ammeter, however it will be indicated as part of the airplane’'s
loadmeters (small needle deflection) when the system is switched on.

(4) Propeller Deice Switch (Auto) - OFF
b. - In Flight
(1) Propetier Deice Switch (Auto) - AUTO. The system may be operated continuously in flight
and will function automatically until the switch is turned OFF.
(2) Relieve propeller imbalance due to ice by increasing rpm briefly and returning to the desired
setting. Repeat as necessary.

CAUTION

If the deice ammeter does not indicate 18 to 24 amperes or the automatic
timer fails to switch, refer to EMERGENCY PROCEDURES Section.

4-20 February, 1987
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5. Pitot Heat - ON
6. Stall Warning Heat - ON

CAUTION

Prolonged use of pitot and stall warning heat on the ground will damage the
heating elements.

7. Windshield Heat Switch - AS REQUIRED (betfore ice forms)
8. Wing Ice Lights - AS REQUIRED
9. Static Air Source - REFER TO EMERGENCY PROCEDURES SECTION.

PITCH TRIM CHECK PROCEDURE

The following procedure should be accomplished during the BEFORE TAKEOFF check:

1. Main - OFF; Standby Pitch Trim - ON
2. Individual Dual Element Switches - MOVE FWD AND AFT, check that there is no movement of
indicator.
Both Dua!l Element Switches - MOVE FWD AND AFT, check movement with indicator.
4. Standby Pitch Trim Switch - OFF, while both dual element switches activated to check system
deactivation.
5. Main Pitch Trim Switch - ON
Individual Dual Element Switches - MOVE FWD AND AFT, check no movement of indicator.
Both Pilot's Dual Element Switches -
‘a. Check trave! to full extreme with indicator.
b. Note aural trim in motion indication.
c. Trim Release Button - DEPRESS while trim in motion in each direction to deactivate system.
RELEASE (trim movement should continue).
8. Copilot's Dual Element Switches
a. Check individual Dual Element Switches, check no movement of indicator.
b. Check Trim Release Button while tnm in motion (Travel to full extremes not required).
9. Qut of Trim Warning System - CHECK
a. Activate Pilot's (or Co-Pilot's) main trim switches until trim indicator needle is above or below
green arc.
b. Advance Left Engine Power Lever to 90% position or above. (NOTE warning horn sound.)
. ¢. Retard the advanced engine power lever to idle.
10. Set Trim for Takeoff - GREEN STRIPE

w

N o

* Travel to full extreme required only for first flight of day.

WARNING

Operation of the trim system should occur only by movement of pairs of
switches. Any movement of the indicator while depressing one switch denotes
a malfunctioning system. Flight shall not be initiated with any malfunction of
either the main or standby trim systems.

The Main Pitch Trim System master switch and the Standby Pitch Trim
System master switch shall not be in the ON position at the same time. These
systems shall be operated independently of each other.

October, 1984 4-21
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NICKEL-CADMIUM BATTERY CONDITION CHECK

DURING ENGINE START

USING "BATTERY CHARGE"” ANNUNCIATOR

BEECHCRAFT
King Air B100

1. BATTERY CHARGE Annunciator - ON (approximately 6 seconds after generator is on the line)

NOTE

Annunciator indicates a charge current above normal. The annunciator
should extinguish within 5 minutes following a normal engine start. Failure to
do so indicates a partially discharged battery. Continue to charge the battery.
Make a check every 90 seconds, using the DURING ENGINE SHUTDOWN

procedure, until the charge current fails to decrease and the annunciator
extinguishes.

USING LOADMETER

W~

Start one engine with the battery.
Generator - RESET then ON
Voltmeter - INDICATING 28 VOLTS

After the loadmeter stabilizes, momentarily turn the Battery Switch OFF, noting the change in meter

indication.

IN FLIGHT

NOTE

"Failure to obtain a change value of below .025 within 5 minutes indicates a
partially discharged battery. Continue to charge the battery, repeating the
above check every 90 seconds until the charge current decreases below a
value of .025. No decrease of charging current between checks indicates an
unsatisfactory condition. The battery should be removed and checked by a
qualified nickel-cadmium battery shop.

In-flight illumination of the BATTERY CHARGE annunciator indicates a possible battery malfunction. The
battery condition can be checked using the following procedure:

1. Battery Switch - OFF (momentarily)
2. Loadmeter - NOTE CHANGE

NOTE

“If the change value exceeds .025, turn the battery switch OFF and proceed to
destination. In order to avoid electrical transients caused by power
fluctuations, the battery switch should be ON for landing. If the DURING
ENGINE SHUTDOWN battery check is unsatisfactory, the battery should be
removed and checked by a qualified nickel-cadmium battery shop.

3. BATTERY CHARGE Annunciator - EXTINGUISHED

NOTE

If the BATTERY CHARGE annunciator does not extinguish when the battery
contro! switch is placed in the OFF position, land as soon as practicable.

October, 1984
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DURING ENGINE SHUTDOWN

1. One Generator - OFF
2. Voltmeter - INDICATING 28 VOLTS
3. Momentarily turn the Battery Switch OFF, noting the change in loadmeter indication.

NOTE

*If the change value exceeds .025, aliow the battery to charge, repeating the
check every 90 seconds. if the change value is not less than .025 within 3
minutes, the battery shouid be removed and checked by a qualified
nickel-cadmium battery shop.

FOOTNOTE:

*The change in loadmeter indication (i.e., the amount of needle deflection) is directly
proportional to the battery charging current. A change value of .025is indicated by very
little needle movement, since full-scale deflection represents a relative load value of 1.0.

BLENDING ANTI-ICING ADDITIVE TO FUEL

The following procedure is to be used when biending anti-icing additive (which must conform to
specification MIL-1-27686) with the fuel as the airplane is being refueled:

Using “HI-FLO PRIST" blender {(Mode! PHF-204), remove cap containing the tube and clip assembly.
Attach pistol grip on collar.

Press tube into button.

Clip tube end to fuel nozzle.

Pull trigger firmly to ensure full flow, then lock in place.

Start flow of additive when refueling begins. (Refueling should be at a rate of 30 to 60 gallons per
minute. A rate of less than 30 gallons per minute may be used when topping off tanks.)

oUW

CAUTION

Ensure that the additive is directed into the flowing fuel stream; start additive
flow after fuel flow starts, and stop before fuel flow stops. Do not aliow
concentrated additive to contact coated interior of fuel cells or airplane painted
surfaces. Use not less than 20 fl oz of additive per 260 gallons of fuel or more than
20 fl oz of additive per 104 gallons of fuel.

NOISE CHARACTERISTICS

Approach to and departure from an airport should be made so as to avoid prolonged flight at low altitude
near noise-sensitive areas. Avoidance of noise-sensitive areas, if practical, is preferable to overfiight at
relatively low altitudes.

For VFR operations over outdoor assemblies of persons, recreational and park areas, and other noise-
sensitive areas, pilots should make every effort to fly not less than 2000 feet above the surface, weather
permitting, even though flight at a lower level may be consistent with the provisions of govemment
regulations.

NOTE

The preceding recommended procedures do not apply where they would
conflict with Air Traffic Control clearances or instructions, or where, in the
pilot's judgement, an altitude of less than 2000 feet is necessary to adequately
exercise his duty to see and avoid other airplanes.
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King Air B100

Flyover noise level established in compliance with FAR 36 is:
77.3 dB(A)

No determination has been made by the Federal Aviation Administration that the noise level of this airplane
is or should be acceptable or unacceptable for operation at, into, or out of any airport.

PRACTICE DEMONSTRATION OF Vpyca

Vmca demonstration may be required for multi-engine pilot certification. The following procedure shall be
used at a safe altitude of at least 5000 feet above the ground in clear air only.

WARNING

IN-FLIGHT ENGINE CUTS BELOW V. SPEED OF 100 KNOTS ARE
PROHIBITED

Vica (85kts) was determined by actually failing an engine with the NTS system
functiona!l. During practice, when itis not desirable tofail an engine, V¢, with
one engine idling will be higher.

Landing Gear - UP

Flaps - UP

Airspeed - ABOVE 100 KTS (Vgge)

Engine Speed Levers - HIGH RPM

Power Lever (Simulated inoperative engine) - IDLE
Power Lever (Other engine) - MAXIMUM ALLOWABLE

Airspeed - REDUCE APPROXIMATELY 1 KNOT PER SECOND UNTIL EITHER Vpca OR STALL
WARNING IS OBTAINED.

NOOGRWD 2

CAUTION

Use rudder to maintain directional control (heading) and ailerons to maintain
5° bank towards the operative engine (lateral attitude). At the first sign of
either V., or stall waming (which may be evidenced by: inability to maintain
heading or lateral attitude, aerodynamic stall buffet, or stall waming hom
sound) immediately initiate recovery: reduce power to idle on the operative
engine and immediately lower the nose 10 regain Vgge.
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Raytheon Aircraft
Section IV - Normal Procedures
COLD WEATHER PROCEDURES (SNOW, SLUSH, AND ICE)

PREFLIGHT INSPECTION

Verify that the tires are not frozen to the ramp, and that the brakes are free of ice contamination. Deicing or anti-icing
solutions may be used on the tires and brakes if they are frozen. Solutions which contain a lubricant, such as oil, must
not be used as they will decrease the effectiveness of the brakes.

In addition to the normal exterior preflight inspection, special attention should be given all vents, openings, static
ports, control surtaces, hinge points, and the wing, tail, and fuselage surfaces for accumuiations of ice or snow.
Removal of these accumulations is necessary prior to takeoff. Airfoil contours may be altered by the ice and snow to
the extent that their lift qualities will be seriously impaired. lce and snow on the fuselage can increase drag and
weight. Frost that may form on the wing fuel tank bottom skins need not be removed prior to flight. Frost that may
accumulate on other portions of the wing, the tail surfaces, or on any control surface, must be removed prior to flight.

Inspect the propeller blades and hubs for ice and snow. Unless engine inlet covers have been installed during snow
or icing conditions, the propellers should be turned by hand in the direction of normal rotation to make sure they are
free to rotate prior to starting engines.

The removal of frozen deposits by chipping or scraping is not recommended. A soft brush, squeegee, or mop may
be used to clear snow that is not adhering to the surfaces. if use of deicing/anti-icing fluids are required to produce
a clean airplane, special attention must be given to ensure that the pitot masts, static ports, fuel vents, cockpit win-
dows and the area forward of the cockpit windows are free of the deicing/anti-icing solution. Both wings and both
stabilizers must receive the same complete treatment. The type and concentration of deicing/anti-icing solution being
applied and the rate of precipitation will affect the length of time the treatment will be effective. Refer to Chapter 12
of the Beech King Air 100 Series Maintenance Manuai and Section VIII of this manual for additionaf information on
deicing and anti-icing of airplanes on the ground. See Section Il, LIMITATIONS, for a list of approved fluids.

Complete the normal preflight procedures, including a check of the flight controls for complete freedom of movement.

TAXIING

Taxiing through deep snow or slush should be avoided when possible. Snow and slush can be forced into brake
assemblies which may cause the brakes to freeze during a prolonged hold on the ground or during the subsequent
flight. Keep flaps retracted during taxiing to avoid throwing snow or slush into flap mechanisms and to minimize dam-
age to flap surfaces.

Glaze ice can be difficult to see. Therefore, taxi slowly and allow more clearance from objects when maneuvering the
airplane.

BEFORE TAKEOFF

After completion of the normal Before Takeoff checklist, verify that the airplane is still free of frozen contaminants.

Ensure the runway is free from hazards such as snow drifts, glazed ice, and ruts.

WARNING

Ice, frost, or snow on top of deicing/anti-icing solutions must be considered as adhering to the
airplane. Takeoff should not be attempted.

If the OAT is +4°C or below, and visible moisture will be encountered during the takeoff, engine inlet switches must
be turned on.
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TAKEOFF

Allow additional take-off distance when snow or slush is on the runway. Extra cycling of the landing gear when above
500 feet AGL may help clear any contamination from the gear system.

When using FAA Approved SAE Type Il or Type IV deicing/anti-icing fluids in the concentrated form, the control col-
umn force required to rotate for takeoff may temporarily increase approximately 20 pounds. The cruise, descent,
approach and landing phases of flight are not affected by the use of these fluids.

LANDING

Braking and steering are less effective on slick runways. Also, hydroplaning may occur under wet runway conditions

at higher speeds. Use the rudder to maintain directional control untit the tires make solid contact with the runway sur-
face.

Selecting reverse thrust can effectively reduce stopping distances on slick runways; however, reverse thrust may
cause snow or moisture to be thrown forward, temporarily reducing visibility.

SHUTDOWN AND SECURING

Avoid setting the parking brake, if possible. This will help reduce the possibility of freezing the brakes. Proper chock-
ing can be used to prevent the airplane from rolling.
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SectionV
HFG Performance

Except as noted, all airspeeds quoted in this section are indicated airspeeds (IAS) and assume zero

instrument error.

INTRODUCTION TO PERFORMANCE AND FLIGHT PLANNING

The graphs and tables in this Section present performance information for takeoft, climb, landing and flight
planning at various parameters of weight, power, altitude and temperature. All FAA-approved performance
information is included within this Section. Examples have been presented on all performance graphs. The
following example presents the calculations for flight time, block speed, and fuel required for a proposed

flight are presented using the conditions listed below:

CONDITIONS

At Billings:
Outside Air Temperature
Field Elevation

Route of Trip:
BIL-V19-CZI-v247-DGW-V19E-CYS-V19-DEN
Weather Conditions IFR for cruise altitude of 17,000 feet

ROUTE DISTANCEf MEA WIND AT OAT AT OAT AT ALT
SEGMENT 17,000 FT | CRUISE ALT MEA SET.
NM FT DIRKTS °C °c IN. HG
BIL-SHR 88 8000 010/30 -10 0 29.56
SHR-CZI 57 9000 350/40 -10 -4 29.60
CZI-DGW 95 8000 040/45 -10 0 29.60
DGW-CYS 47 8000 040/45 -10 0 29.60
46 8000 040/45 -10 0 29.60
CYS-DEN 85 8000 040/45 -10 0 29.60
REFERENCE: Enroute Low Altitude charts L-8 and L-9
At Denver:
Outside Air Temperature ....158°C (59°F)
FIEIA BIOVARION. . ..ttt e ettt e e ee e e e e e e e et et aansere e ee et eanmsemseseeeesan s ntesssnnnsssnsemecaseens 5331 feet
ARIMIEIET SEIING . ..o iceiieieei e e et e et e v et e e st e e e sbeeeemrscan b e e e s re et ee seat e aeentesmbarasraaseassneenaresntaans 29.60
WING. oo, 270" at 10 knots
RUNWAY 26 LENGIN (..ot ie e et e e be e tae e e ee e e b e aaees et e s e eae e e e b e s ae s s e eenannen 10,000 feet

To determine pressure altitude at origin and destination airports, add 100 feet to field elevation for each .1 in.
Hg below 29.92, and subtract 100 feet from field elevation for each .1 in. Hg above 29.92.

"Pressure Altitude at BIL:
29.92 - 290.56 = .36 in. Hg

The pressure altitude at BIL is 360 feet above the field elevation.
3606 + 360 = 3966 Feet

Pressure Altitude at DEN:
29.92 - 29.60 = .32 in. Hg
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The pressure altitude at DEN is 320 feet above the field elevation.

5331 + 320 = 5651 Feet

For enroute altitudes and MEA’s this pressure correction has been ignored. Enter the graph for Maximum
Take-Off Weight Operational Limitation at 25°C and 3966 feet pressure altitude:

Maximum allowable take-off weight = 11,800 Ibs.

Enter the graph for Take-off Distance, Flaps 0%, at 25°C, 3966 feet pressure altitude and 11,800 pounds
and a 9.5 knot headwind component:

GROUNGA RO ..ttt e e et e e e eaae e e e b ee e e e m e e e esaeee e tee st ee e eae e e e e e eeaninenn 2800 feet
Total Distance Over a 50-Foot Obstacle 4400 feet
Rotation Speed..........cccocvniiiiiiiii e 97 knots

B0-FOOt SPEEU. ..ottt e et e e e s e eenen 111 knots

The Maximum Take-off Weight chart is the only operating limitation required to meet applicable FAR
requirements. Information has been presented, however, to determine the take-off weight, field require-

ments, and take-off flight path assuming an engine failure occurs during the take-off procedure. The
following illustrates the use of these charts.

Enter the Take-off Weight - Flaps 0% - To Achieve Positive, One Engine Inoperative Climb At Lift-off graph
at 3966 feet, and to 25°C, to determine the maximum weight at which the accelerate-go procedure should be
attempted.

Maximum Accelerate-Go WEIGhT... ... ...t ettt ee et et s s e 10,880 lbs
The following example assumes the airplane is loaded so that take-off weight is 10,880 Ibs.

Enter the graph for Accelerate-Go Distance - 0% Flaps, at 25°C, 2966 feet pressure altitude, 10,880 pounds,
and a 9.5 knot headwind component:

GROUNG RO ... e ere e e cett e e r e e e s ate e aess e raaaeae s s eesmren s eenemtascase e sne e sameeesensesessaseaaaamereeenn 2850 feet

Total Distance Over 50-Foot Obstacle............ 8350 feet

Take-Off Speed at Rotation...... 95 knots
F R0 (== U U U SR ERRUR 108 knots

Enter the graph for Take-off Climb Gradient - One Engine Inoperative - 0% Flaps, at 25°C, 2966 feet
pressure aititude, and 10,880 pounds:

(0 0 €TV 1= o | OSSPSR UUURSROUSROUURROIN 2.5%
(01173 1o 3] -7 O O TP U U 108 knots

A 2.5% climb gradient is 25 feet of vertical height per 1000 feet of horizontal distance.

NOTE
The graphs for take-oft climb gradient assume a zero wind condition. Climbing
into a headwind will resuit in higher angles of climb and hence better obstacle
clearance capabilities.

Calculation of the horizontal distance to clear an obstacle 100 feet above the runway surface:

Distance from 50 feet to 100 feet = 50 feet
(100 - 50) (1000 = 25) = 2000 feet

Total Distance = 8350 + 2000 = 10,350 feet
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The above results are illustrated below: 100 FT

ABOVE

RUNWAY‘

50 FT |
ABOVE “"' 25 FT
RUNWAY o
ENGINE " T000 FT
FAILURE ot

HERE

e \GHT P
ACCELERATE-GO TAKE-OFF ELl20ee

II] ACCELERATE-GO TAKE-OFF = 8350 FEET

@ DISTANCE TO CLIMB FROM 50 FEET TO 100 FEET ABOVE RUNWAY = 2000 FEET

The foliowing caiculations provide information for the flight planning procedure. All examples have been
presented on the performance graphs, and it is assumed that the airplane has been loaded to a ramp weight

of 11,875 Ibs.

AVERAGE AVERAGE
ROUTE MAGNETIC MAGNETIC
SEGMENT COURSE VARIATION

BIL-SHR 114° " 15E

SHR-CZI 136 15°E

CZI-DGW 131° 14°E

DGW-CYS 138° “13°E

169° 13°E

CYS-DEN 171° 13°E

REFERENCE: Enroute Low Altitude Charts L-8 and L-9

Enter the ISA Conversion graph, at the condition indicated:

ENROUTE: Pressure Altitude (approx) = 17,000 feet
OAT = -10°C
ISA Condition = ISA +9°C

Enter the Time, Fuel and Distance to Climb graph at 25°C and 3966 feet, and -10°C and 17,000 feet, with an
initial weight of 11,800 lbs.

Time to Climb = 14- 3 = 11 min
Fuel Used to Climb = 165 -40 = 125 Ibs
Distance Traveled = 40 - 8 = 32 NM
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Enter the tables for Maximum Recommended Cruise Power At ISA and ISA + 10°C. Respectively, read
cruise speeds at 16,000 feet, 18,000 feet and 11,500 pounds and 10,500 pounds as follows:

CRUISE TRUE AIRSPEED ~ KNOTS

ALTITUDE 11,500 POUNDS | 10,500 POUNDS
FEET ISA oA = 1o°c| SA ISA + 10°C
16,000 259 253 262 257
18,000 258 252 262 257

The estimated cruise weight is approximately 11,300 pounds.
Interpolate between these speeds for 17,000 feet, ISA + 9°C, and 11,300 pounds.
Cruise True Airspeed = 254 knots

Enter the graph for Fuel Flow At Maximum Recommended Cruise Power at ISA + §°C (or indicated outside
air temperature of -4 C) and 17,000 feet pressure altitude:

Fuel Flow Per Engine

= 292 lbs/hr
Total Fuel Flow = 584 Ibs/hr
NOTE

Fuel flows can also be obtained from tables.

Enter the Time, Fuel, and Distance to Descend graph at 17,000 feet and at 5651 feet.

Time to Descend 11 - 4 = 7 min
Fuel to Descend 88 - 34 = 54 ibs
Distance to Descend 44 - 13 = 31 NM

Time and fuel used were calculated at maximum recommended cruise power as follows:

Time = Distance +~ Ground Speed

Fuel Used

Resuits are as follows:

(Time) (Total Fuel Flow)

ESTIMATED TIME AT FUEL USED
ROUTE DISTANCE GROUND CRUISE ALTITUDE FOR CRUISE
SPEED

NM KNQOTS HRS : MIN LBS
BIL-SHR 56° 267 : 13 122
SHR-CZI 57 291 : 12 114
CZI-DGW 95 262 122 212
bGW-CYS 47 267 1 103
46 288 210 93
CYS-DEN 54° 289 11 109

*Distance to climb or descend has been subtracted from segment distance.
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The fuel used at cruise altitude from BIL to SHR at 17,000 feet and -10°C (ISA +9°C) is:
Fue! Flow 292 Ibs/hrieng
Cruise True Airspeed (11,300 Ibs) 254 knots
Distance Traveled at 17,000 feet 56 NM
Estimated Ground Speed 267 knots
Fuel Used for 56 NM at 267 Knots GS 122 Ibs
The total fuel used from BIL to SHR is: 125 + 122 = 247 lbs
The estimated weight upon reaching SHR is: Take-oft weight of 11,800 - 247 = 11,553 lbs
NOTE
Two-engine rate of climb was determined for cruise altitude and estimated
weight at SHR. The MEA at SHR was the highest MEA encountered during
the flight; the one engine inoperative climb and service ceiling were
determined for the MEA and weight at SHR.
FLIGHT TIME, BLOCK SPEED, AND FUEL REQUIREMENTS
ITEM TIME FUEL DISTANCE
HRS: MIN POUNDS NAUTICAL MILES
Start, Runup,
Taxi, and
Takeoff ) 0:00 75 0
Climb 0:11 125 32
Cruise 1:19 753 355
Descent 0:07 54 31
TOTAL 1:37 1007 418
Total Flight Time: 1 Hour 37 Minutes
Block Speed: 418 NM + 1 Hour, 37 Minutes = 259 Knots
~ Reserve Fuel
A 45 minutes reserve at maximum recommended cruise power was assumed for convenience. However,
maximum range power could have been used.
(0:45) (584 lbs/hr) = 438 Ibs
TOTAL FUEL REQUIREMENT
1007 + 438 =1445 Ibs
Reissued: October, 1584
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ZERO FUEL WEIGHT LIMITATION

For this example, the following conditions were assumed:

Ramp Weight = 11,875 pounds

Weight of Usabie Fuel Onboard = 1445 pounds
Zero Fuel Weight = Ramp Weight - Weight of Usable Fuel Onboard

Zero Fuel Weight = 11,875 - 1445 = 10,430 pounds

Maximum Zero Fuel Weight (from LIMITATIONS Section) = (—)9600pounds

Maximum Zero Fuel Weight Limitation has been exceeded by = 830 pounds

At least 830 pounds of payload must be off-loaded. If desired, additional fuel may then be added until the
maximum ramp weight limitation of 11,875 pounds is again reached.

LANDING INFORMATION

The estimated Landing Weight is determined by subtracting the fuel required for the trip from the Ramp
Weight.

Ramp Weight

11,875 pounds

Fuel Required for Total Trip

(—) 1007 pounds

[

Landing Weight (11,875 - 1007) 10,868 pounds

NOTE

For the remainder of this example, a landing weight of 10,876 pounds has
been assumed.

Enter the Landing Distance Without Propeiler Reversing - Flaps 100% graph, at 15°C, 5651 feet pressure
aftitude, 10,876 Ibs, and a 10 knot headwind component.

Ground Roll 1820 feet
Total Over 50-foot Obstacie 3700 feet
Approach Speed 111 knots

Enter the graph Climb-Balked Landing at 15°C, 5651 feet, and 10,876 Ibs.

Rate of Climb 830 ft/min
Climb Gradient 6.6%

Reissued: October, 1984
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COMMENTS PERTINENT TO THE USE OF PERFORMANCE GRAPHS

1. In addition to presenting the answer for a particular set of conditions, the exampie on the graph also
presents the order in which the various scales on the graph should be used. For instance, if the first
item in the example is OAT, then enter the graph at the known OAT.

2. The reference lines indicate where to begin following guide lines. Always project to the reference line
first, then follow the guide lines to the next known item.

3. The associated conditions define the specific conditions from which performance parameters have
been determined. They are not intended to be used as instructions; however, performance values
determined from charts can only be achieved if the specified conditions exist.

4. Indicated airspeeds (IAS) were obtained by using the Airspeed Calibration - Normal System graphs.

5. The full amount of usable fuel is available for all approved flight conditions.
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AIRSPEED CALIBRATION — NORMAL SYSTEM
TAKE-OFF GROUND ROLL
EXAMPLE :
ROTATIONSPEED . . . . . . . . . 91KNOTSIAS
ROTATIONSPEED . . . . . . . . 94.6 KNOTSCAS
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INDICATED OUTSIDE AIR TEMPERATURE CORRECTION

STANDARD DAY (ISA)
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ISA CONVERSION

PRESSURE ALTITUDE vs OUTSIDE AIR TEMPERATURE
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Section V BEECHCRAFT
HFG Performance King Air B100

CABIN ALTITUDE FOR VARIOUS AIRPLANE ALTITUDES

EXAMPLE:
AIRPLANE ALTITUDE . . . . o 17,000 FT
DIFFERENTIAL PRESSURE . oL 4.6 PSi
CABIN ALTITUDE L 5000 FT
TR :
;‘?_-:'vc" il N '\9 Q,
Rg 4 4
30,000 3§
\ y.
nal'A
ST
Crd 4
&
> P,
25,000 ,\\v_ y y y
> /
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Py 4 y. ]
QO any
Q y
4 Y A
'—
& 20,000 - : -
u 4
{
w
o
=)
= 4 p. v
: eSS
w 15,000 4 y, P
g 4 Y
< y,
g A -
4
c 7
<
A 4
4
10,000 A A
y.
4 4 7
©
2
Y >
o
<
5000 =
wi
Q o~
P >
= )
< &
I S
0 [ - ] m
0 5000 10,000 15,000 20,000 25,000 30,000 35,000

CABIN ALTITUDE ~ FEET
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BEECHCRAFT Section V
King Air B100 HFG Performance
O,
MINIMUM TAKE-OFF POWER AT 100% RPM
(65 KNOTS)
1. TORQUE INCREASES APPROXIMATELY 25 FT POUNDS FROM 0 TO 65 KNOTS. EXAMPLE:
. THET IN S Fi | NI T WHICH
2 E TORQUE INDICATED IN THIS FIGURE IS THE MINIMUM VALUE A PRESSURE ALTITUDE.......... -
TAKE-OFF PERFORMANCE PRESENTED IN THIS SECTION CAN BE REALIZED. OAT ..oooo e seaeees e esesemsss 25°C
ANY EXCESS POWER WHICH MAY BE DEVELOPED WITHOUT EXCEEDING ENGINE MINIMUM TORQUE oo 1615 FT-LBS

LIMITATION, CAN BE UTILIZED.
3.  GENERATOR LOAD LESS THAN

44 |IF OAT IS LESS THAN 5°C

.39 IF OAT IS 5°C OR GREATER

1900
—-HH-HH TORQUE LMIT 1878 FT LBS aa) H
T 7
T
i
1800 !
l ;..
1700 LY
>
1600 Py
¢
ans
» 41
: E\=s
o 1500 %-—E
] t ®
JI T
£ I : N
®
l \Y "3
§ _ AT n_i_g_"—_(
& 1400 A2
o
=4 1 %
11
I AN
SEan S
1300 —o%
. I
i i
Epun
-
A W4 [
I)v l
1200 % :
T O
T HH R |
i i
n T *
' SR NS <
f T j @
1100 H - — : + A i
o - EmEES ++ 3
1 ‘ T 7T 17
B ! : T o I e
e e E 2
AT T EREE T 3
1000 [T T [T TTT I imm P
~60 -50 —40 -30 -20 -10 0 10 20 30 5 60

Relssued: October, 1984
P/N 100-580038-33

OUTSIDE AIR TEMPERATURE ~ °C

(6.50 x 10 Dual Main Wheeis) 5-21



SectionV
HFG Performance

EXAMPLE:

PRESSURE ALTITUDE
OAT .

BEECHCRAFT
King Air B100

MAXIMUM TAKE-OFF WEIGHT
OPERATIONAL LIMITATION

NOTE:

FOR OUTSIDE AIR TEMPERATURE LESS THAN
3966 FT ISA + 29°C THE MAXIMUM TAKE-OFF WEIGHT IS
25°C 11,800 LBS

MAXIMUM TAKE-OFF WEIGHT

14,000

11,800 LBS

OUTSIDE AIR TEMPERATURE \°C

R

Dot

7O

13,000

12,000

11,000

10,000

o

9000

et rld

8000

7000

JNEENNEEREEEEEEEENE

6000

PRESSURE ALTITUDE ~ FEET

STRUCTURAL LIMIT (11,800 POUNDS)
Lt e e

IHREE

TEMPERATURE LIMIT (ISA + 37°C)
]

5000

4000

3000

2000

SL

B100-601-438

9000

5-22

a500

10,000 10,500 11,000 11,500
MAXIMUM TAKE -OFF WEIGHT ~ POUNDS
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o
o

r

Reissued: October, 1984
(6.50 x 10 Dual Main Wheeis) P/N 100-590038-33



BEECHCRAFT Section V
King Air B100 HFG Performance

TAKE-OFF WEIGHT — FLAPS 0%
TO ACHIEVE POSITIVE ONE ENGINE INOPERATIVE CLIMB AT LIFT-OFF

ASSOCIATED CONDITIONS: EXAMPLE
AIRPLANE . . . . . . . . . . . AIRBORNE PRESSURE ALTITUDE 3966 FT
POWER . . . . . . . . . . . . . TAKE-OFF OAT . . . . . . .. o .. . 25°C
FLAPS . . . . . . . . 0%
INOPERATIVE PROPELLER . . . . . . FEATHERED TAKE-OFF WEIGHT o . . . . . 10,880 LBS
PRESSURIZATION . . . . . . . . . ON
GENERATORLOAD . . . . . . . . .88
14,000 T
T
. M, o
%7
13,000 - : )S/O
C 3
AN 'q/,q
. ',
12,000 b %@
b, Pa. R
4,
< (/Q
e D é\\g
11,000 N o)
. . 3 4
1T
I
10,000 = = [— 90
- L]
4 1
- 1]
w9000 20
w ~ < A
Ny .,
w
o 8000 *5
2 . 0
5 . -
< 7000
« S 7
S 10
w
& 6000 ~ - }
& L
a.
0
5000 I
N
! -
4000 ‘0
3000 o - [
7
7 . <0
CA
2000 s -
N ] 8
1000 -~
N vo : 3
N [w)
0 1 t ®
9000 9500 10,000 10,500 11,000 11,500 12,000

WEIGHT ~ POUNDS
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Section V

BEECHCRAFT
HFG Performance King Air B100
TAKE-OFF WEIGHT — FLAPS 30%
TO ACHIEVE POSITIVE ONE ENGINE INOPERATIVE CLIMB AT LIFT-OFF
ASSOCIATED COND!TIONS: EXAMPLE:
AIRPLANE . . . . . . . . . . . . AIRBORNE PRESSURE ALTITUDE . . . . . . . . . 3966FT
POWER . . . . . . . . . . . . . TAKE-OFF OAT . . . . . . . . . . . ... .72
FLAPS . . . . . .o 30%
INOPERATIVE PROPELLER . . . . . . FEATHERED TAKE-OFF WEIGHT 10,800 LBS
PRESSURIZATION . . . . . . . . . ON
GENERATOR LOAD .. . . . . . . .88
14,000 T
. .
13,000 a O,
- = “”S,O
'3
g s »q/'9
12,000 h -] B
. Q Mpe
A
4)/’9
- My
11,000 i - N b ™ - 8\ °C
I N
10,000 < <
3 N Q %0
. .
~ a N
= 9000 —
ﬁ - ~‘--”(')
u- b, N
} g -~
W 8000
% g N L .
hat 3 N ‘?0
= N
2 7000 <
w
o« N
e} N ‘70
§ 6000 L ™
o«
Q— ~
5000 P < 0
A o ™ < B
4000 s --*;hn---- =1 0
~ B
A
3000 ‘/
% 7 -
x <0
A
2000 -
AN
1000 3 h
g B w‘ AN 30
o %7 <, 3 i
0 0
= N | |
3 0 ! T T
e
= 9000 9500 10,000 10,500 11,000 11,500 12,000
WEIGHT ~ POUNDS
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BEECHCRAFT Section V
King Air B100 HFG Performance
T EXAMPLE: WIND SPEED - . « « v v oo ooe oo 10 KNOTS
% E ANGLE BETWEEN WIND DIRECTION AND FLIGHT PATH. - . . 20°
uw a
\ 9.5 KNOTS
1 3.5 KNOTS
60 —fpue -
00
50
05
>
40
OO
w f : : ?
o 30 4 " 30°« ;
Z ’ : - X% y ¥
;‘ ,l : y &% 4001 N i QAN 50 € pe
Ju i ¢ «? ; !
= : : \
z y 4 < ¢
w o RN
e > 50 V\OA P
2 y4 “ V\P' :
= 20 QO s -
S N Ha s 70
oML 80
Q V\OO for ot
pd \ 4
Z 7 : i
= TN 7 Q,V\Q}' X >
[a) 4 S\ 8> ; X
L= ¢ % Q:& P H 700-
w AP 4 AQ,% o : A Y : : A IR
T e 7, S ' : S : —
10 - -7 ?~$0 X 80“ =
f & : =
J . : i o
,y 4 = 80°
A/ = —
. %, - i ;
-g0° — 90>
= :
: 100° - : 7
T :
Bhan. ——y o
_ 100 b, = SSHE
110°S ’
; : [ i 'c->
;130" ; N : : 2
TN - 10 110 A7
T DAY SR Fk] A
1 |
20 30 40 50 60
CROSSWIND COMPONENT v XNOTS
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BEECHCRAFT
King Air 8100
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HFG Performance

BEECHCRAFT
King Air B100
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BEECHCRAFT

Section V

King Air B100

HFG Performance
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HFG Performance

BEECHCRAFT
King Air B100
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BEECHCRAFT
King Air B100
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HFG Performance
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HFG Performance

BEECHCRAFT

King Air B100
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BEECHCRAFT Section V
King Alr 8100 HFG Performance

SERVICE CEILING — ONE ENGINE INOPERATIVE

ASSOCIATED CONDITIONS: EXAMPLE:

POWER. . . . . . . . . MAXIMUM CONTINUOUS OATATMEA . . . . . . —4°C

LANDINGGEAR . . . . . UP ROUTE SEGMENT MEA . . . 9000FT

FLAPS . . . . . . . . . 0%

PRESSURIZATION. . . . . OPEN WEIGHT . . . . . . . MEACANBE MAINTAINED
INOPERATIVE PROPELLER . FEATHERED AT ALL WEIGHTS
GENERATORLOAD . . . . .88

NOTE: SERVICE CEILING IS THE PRESSURE ALTITUDE WHERE AIRPLANE HAS CAPABILITY OF CLIMBING
50 FT/MINUTE WITH ONE PROPELLER FEATHERED
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OUTSIDE AIR TEMPERATURE ~ °C
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Section V

BEECHCRAFT
HFG Performance King Air B100
MAXIMUM RECOMMENDED CRUISE POWER
ISA -30°C 96% RPM
PRESSURE | I0OAT TORQUE FUEL FLOW TOTAL AIRSPEED — KNOTS
ALTITUDE PER ENGINE! PER ENGINE (FUEL FLOW 11,500 LBS 10,500 LBS 9500 LBS
FEET °C |°F FT-LBS LBS/HR LBS/HR CAS TAS CAS TAS CAS TAS
(REF)
SL -11 12 1352 354 708 226 214 226 214 226 214
2000 -15 5 1398 353 706 226 220 226 220 226 220
4000 -18 0 1441 352 704 226 226 226 226 226 226
6000 22 -8 1487 353 706 226 233 226 233 226 233
8000 -26 | -15 1530 354 708 226 239 226 239 226 239
10,000 -29 |-20 1568 355 710 226 246 226 246 226 246
12,000 -33 | -27 1604 356 712 226 254 226 254 226 254
14,000 -36 | -33 1644 359 718 226 261 226 261 226 261
16,000 40 | -40 1647 356 712 224 267 224 267 224 267
18,000 -44 | -47 1544 335 670 216 265 216 265 216 265
24,000 - -
26,000 o -
NOTES: 1.

Establish maximum recommended cruise power by setting ITT. The cruise speeds and fue!l flows are normally achieved when

ITT is set at 885°C. Cruise settings up to 905°C are permitted as desired or if required because of configuration variations.
Torque values are for reference only.

(6.50 x 10 Dual Main Wheels)

. Refer to “Airspeed Calibration-Normal System” for conversions between IAS and CAS.
. Observe Vo limit of 223 knots IAS (226 Knots CAS).

Reissued: October, 1984
P/N 100-590038-33




BEECHCRAFT

Sectlon V
King Air 8100 HFG Performance
MAXIMUM RECOMMENDED CRUISE POWER
ISA -20°C 96% RPM
PRESSURE | 10AT TORQUE FUEL FLOW TOTAL AIRSPEED - KNOTS
ALTITUDE PER ENGINE| PER ENGINE |FUEL FLOW 17500 LBS | 10500 LBS | 9500 LBS
FEET °C |°F FT-LBS LBS/HR LBS/HR cAS | TAS | cas | Tas | cas | TAsS
(REF) .
SL -11 30 1395 357 714 226 218 226 218 226 218
2000 4|25 1438 356 712 226 224 226 224 226 224
4000 81 18 1482 355 710 226 231 226 231 226 231
6000 |-12 | 10 1527 . 356 712 226 237 226 237 226 237
8000 | -15 5 1568 356 712 226 244 226 244 226 244
10,000 | -19 | -2 1604 357 714 226 252 226 252 226 252
12,000 |-23 | -9 1642 358 716 226 259 226 259 226 259
14,000 | -26 | -15 1682 361 722 226 267 226 267 226 267
16,000 | -30 | -22 1631 349 698 219 267 21 269 223 2N
18,000 | -34 | -29 1536 331 662 211 265 214 268 216 27
20,000 | -38 | -36 1444 313 626 203 264 206 267 208 270
22,000 | -42 | 44 1351 294 588 195 261 198 265 200 268
24,000 | -46 | -51 1251 275 550 185 256 189 261 192 265
28,000 | - | - - —
29000 | | - -
NOTES: 1.

Establish maximum recommended cruise power by setting ITT. The cruise speeds and fuel flows are normally achieved when

ITT is set at 885°C. Cruise settings up to 905°C are permitted as desired or it required because of configuration variations.
Torque values are for reference only.

2. Refer 1o “Airspeed Calibration-Normal System” for conversions between IAS and CAS.

3. Observe Vo limit of 223 knots IAS (226 Knots CAS).

Reissued: October, 1884
P/N 100-590038-33

(6.50 x 10 Dual Main Wheels)



Section V

BEECHCRAFT
HFG Performance King Air B100
MAXIMUM RECOMMENDED CRUISE POWER
ISA-10°C 96% RPM
PRESSURE | IOAT TORQUE FUEL FLOW TOTAL AIRSPEED - KNOTS

ALTITUDE PER ENGINE PER ENGINE | FUEL FLOW 11,500 LBS 10,500 LBS 9500 LBS

FEET °C |°F FT-LBS LBS/HR LBSHR CAS | TAS | CAS | TAS | CAS | TAS
(REF)

SL 10 | 50 1441 364 728 226 222 226 222 226 222
2000 6] 43 1481 361 722 226 228 226 228 226 228
4000 2| 36 1522 359 718 226 235 226 235 226 235
6000 -1 | 30 1563 359 718 226 242 226 242 226 242
8000 5123 1601 359 718 226 249 226 249 226 249
10,000 9116 1637 359 718 . 226 257 226 257 226 257
12,000 12| 10 1678 361 722 226 264 226 264 226 264
14,000 -16 3 1630 349 698 219 264 221 267 223 269
16,000 20| 4 1542 331 662 212 264 214 266 216 268
18,000 24 | -11 1455 314 628 204 262 207 265 209 268
20,000 28 | -18 1367 297 594 196 260 199 264 201 267
22,000 -32 | -26 1274 279 558 187 257 191 261 193 265
24,000 -36 | -33 1175 260 520 177 251 181 257 185 262
26,000 -40 | -40 1081 242 484 166 243 171 251 176 258
28,000 45 | 49 993 225 450 153 233 161 244 166 252
29,000 47 | -53 948 216 432 145 225 155 239 161 249

31,000 — | - - - -- — — -— - -

NOTES: t.

Establish maximum recommended cruise power by setting {TT. The cruise speeds and fuel flows are normally achieved when

ITT is set at 885°C. Cruise settings up to 905°C are permitted as desired or if required because of configuration variations.
Torque values are for reference only.

2. Refer to “Airspeed Calibration-Normal System” for conversions between IAS and CAS.

3. Observe Vo limit of 223 knots 1AS (226 Knots CAS).

(6.50 x 10 Dual Main Wheels)

Relssued: October, 1984

P/N 100-590038-33



BEECHCRAFT

. Section V
King Alr B100 HFG Performance
MAXIMUM RECOMMENDED CRUISE POWER
ISA 96% RPM
PRESSURE | 10AT TORQUE | FUEL FLOW | TOTAL AIRSPEED — KNOTS
ALTITUDE PER ENGINE| PER ENGINE [FUEL FLOW 75007 BS 10,500 LBS 9500 LBS
FEET °c |°F FT-LBS LBS/HR LBSHR [Cas | TAS | CAS | TAS | cAs | TAS
{REF):

sL |20 |68 1492 373 746 226 | 226 | 226 | 226 | 226 | 226

2000 | 16 | 61 1531 370 740 226 | 233 | 226 | 233 | 226 | 233
4000 | 12 | 54 1568 366 732 226 | 239 | 226 | 239 | 226 | 239
6000 9 | 48 1605 364 728 26 | 246 | 226 | 246 | 226 | 246
8000 5 | 41 1637 363 726 226 | 254 | 226 | 254 | 226 | 254
10,000 2 | 36 1673 362 724 225 | 260 | 226 | 261 | 226 | 261
12,000 2 | 28 1600 346 692 218 | 260 | 220 | 262 | 222 | 264
14,000 -6 | 21 1526 330 660 211 260 | 214 | 263 | 215 | 265
16,000 |-10 | 14 1449 314 628 204 | 259 | 207 | 262 | 209 | 265
18,000 |-14 | 7 1370 298 596 197 | 258 | 200 | 262 | 202 | 265
20000 |18 | 0 1290 282 564 189 | 256 192 | 260 | 195 | 264
22000 |22 -8 1203 265 530 180 | 252 | 184 | 257 | 187 | 261
24000 |-26 |-15 1108 247 494 169 | 245 | 174 | 252 | 178 | 258
26,000 |-31 |24 1017 230 460 156 | 235 | 163 | 245 | 169 | 253
28,000 |-35 |-31 928 213 426 141 220 | 152 | 236 | 158 | 246
29000 |-37 |-35 883 204 408 130 | 206 | 145 | 229 | 153 | 242
31,000 |-42 |44 790 187 374 - 126 208 140 231

NOTES: 1.

Establish maximum recommended cruise power by setting ITT. The cruise speeds and fuel flows are normally achieved when

ITT is set at 885°C. Cruise settings up to 905°C are permitted as desired or if required because of configuration variations.
Torque values are for reference oniy.

2. Refer to “Airspeed Calibration-Normal System” for conversions between IAS and CAS.

3. Observe Vo limit of 223 knots IAS (226 Knots CAS).

Reissued: October, 1984
P/N 100-590038-33

(6.50 x 10 Dual Main Wheeis)



SectionV

HFG Performance

MAXIMUM RECOMMENDED CRUISE POWER

ISA +10°C

BEECHCRAFT
King Air B100

96% RPM
PRESSURE | I0AT TORQUE FUEL FLOW TOTAL AIRSPEED - KNOTS
ALTITUDE PER ENGINE| PER ENGINE |FUEL FLOW 11.500 LBS 10,500 LBS 9500 LBS
(REF)'

SL 30 | 86 1530 387 762 226 230 226 230 226 230

2000 26 | 79 1567 377 754 226 237 226 237 226 237
4000 23 | 73 1602 373 746 226 244 226 244 226 244
6000 19 | 66 1633 369 738 226 251 226 251 226 251
8000 15 | 59 1589 355 710 220 251 222 253 223 255
10,000 11 | 52 1523 338 676 214 252 216 254 218 257
12,000 7 | 45 1460 323 646 208 252 210 255 212 257
14,000 3|37 1403 309 618 202 253 204 256 206 259
16,000 0| 32 1343 296 592 195 253 198 257 201 260
18,000 4 |25 1279 282 564 189 252 192 257 195 260
20,000 8 | 18 1207 267 534 181 250 185 255 188 259
22,000 -13 9 1127 251 502 171 245 176 252 180 257
24,000 -17 1 1040 234 468 160 237 166 246 | 171 253
26,000 -21 -6 954 218 436 146 225 155 238 161 247
28,000 -25 |-13 869 202 404 - - 142 226 151 239
29,000 -28 |-18 822 193 386 - - 133 216 145 234
31,000 -33 |-27 701 173 346 - -— - - 130 219

NOTES: 1.

Establish maximum recommended cruise power by'sam'ng ITT. The cruise speeds and fuet flows are normally achieved when
ITT is set at 885 C. Cruise settings up to 905 C are permitted as desired or if required because of configuration variations.
Torque values are for reference only.

(6.50 x 10 Dual Main Wheeis)

. Refer to “Airspeed Calibration-Nomal System™ for conversions between IAS and CAS.
. Observe Vo limit of 223 knots IAS (226 Knots CAS).

Reissued: October, 1984
P/N 100-590038-33




BEECHCRAFT

Section V
King Air B100 HFG Performance
MAXIMUM RECOMMENDED CRUISE POWER
ISA +20°C 96% RPM
PRESSURE | I0AT TORQUE FUEL FLOW TOTAL AIRSPEED - KNOTS

ALTITUDE PER ENGINE| PER ENGINE | FUEL FLOW 11,500 LBS 10,500 LBS 9500 LBS

FEET °C |°F FT-LBS LBS/HR LBS/HR CAS TAS CAS TAS CAS TAS
(REF)

SL 40 (104 1563 391 782 226 234 226 234 226 234

2000 36 | 97 1563 380 760 223 237 224 239 226 240
4000 33 | 91 1513 362 724 218 239 220 241 221 242

. 6000 29 | 84 1458 345 690 212 240 214 242 216 244
8000 25 | 77 1404 328 656 207 241 209 243 211 246
10,000 21 | 70 1353 313 626 201 242 204 244 206 247
12,000 17 | 63 1304 298 598 196 242 198 246 201 249
14,000 13 | 55 1262 288 576 190 243 193 247 196 250
16,000 9 | 48 1216 276 552 184 243 188 248 191 252
18,000 5 |41 1167 264 528 178 242 182 248 185 252
20,000 1134 1111 251 502 170 240 175 247 179 252
22,000 3|27 1044 237 474 161 235 167 244 172 250
24,000 -7 119 968 222 444 149 226 157 238 163 246
26,000 -11 |12 889 206 412 132 208 146 228 153 240
28,000 -16 3 806 191 382 - 130 211 142 231
29,000 -18 0 756 182 364 - --- --- 136 224

31,000 | — |- - -

NOTES: 1.

Establish maximum recommended cruise power by setting ITT. The cruise speeds and fuel flows are normally achieved when

ITT is set at 885°C. Cruise settings up to 905°C are permitted as desired or if required because of configuration variations.
Torque values are for reference only.

2. Refer to "Airspeed Calibration-Nomal System” for conversions between IAS and CAS.

3. Observe Vo limit of 223 knots IAS (226 Knots CAS).

Reissued: October, 1984
P/N 100-590038-33

(6.50 x 10 Dual Msain Wheels)



SectionV

HFG Performance

MAXIMUM RECOMMENDED CRUISE POWER

BEECHCRAFT
King Air B100

ISA +30°C 96% RPM
PRESSURE | I0AT | TORQUE | FUEL FLOW | TOTAL AIRSPEED — KNOTS

ALTITUDE PER ENGINE| PER ENGINE [FUEL FLOW [1500Bs | 10500 LBS | 9500 LBS
FEET |°C |F F(Lgl.; LBSHR LBSHR | cas | Tas [cas | Tas | cas | Tas
sL |50 [122| 1373 367 734 211 | 222 | 213 | 224 | 215 | 226
2000 | 46 [115 | 1338 350 700 207 | 224 | 209 | 226 | 211 | 228
4000 | 42 [108 [ 1301 334 668 202 | 226 | 205 | 228 | 207 | 230
6000 | 38 [100 | 1261 318 636 197 | 227 | 200 | 230 | 202 | 232
8000 | 34 |93 | 1221 303 606 192 | 228 | 195 | 231 | 197 | 234
10000 |30 |86 | 1184 289 578 187 | 220 | 190 | 233 | 193 | 236
12000 |26 | 79| 1147 277 554 182 | 230 | 186 | 234 | 180 | 238
14000 | 23| 73| 1115 266 532 177 | 231 | 181 | 236 | 184 | 240
16,000 | 19 | 66 | 1080 255 510 172 | 231 | 176 | 236 | 179 | 241
18,000 | 15 [59 | 1041 245 490 165 | 230 | 170 | 287 | 174 | 242
20000 | 11 | 52| 1000 234 468 158 | 227 | 164 | 236 | 169 | 242
2000 | 7|45 946 222 444 148 | 221 | 156 | 232 | 161 | 240
24000 | 2|3 884 208 416 134 | 207 | 146 | 225 | 153 | 236
26000 | -2 | 28 816 194 388 ~ | — | 133 | 213 | 144 | 230
28000 | -7 | 19 708 176 352 - - | - — | 132 | 218
29000 | — | — - - - - | - | - — —~ | -
31000 | — | — - - - S I — —_ | -

NOTES: 1. Establish maximum recommended cruise power by setting [TT. The cruise speeds and tuel flows are normally achieved when

ITT is set at 885°C. Cruise settings up to 905°C are permitted as desired or if required because of configuration variations.
Torque values are for reference only.

2. Refer to “Airspeed Calibration-Normal System” for conversions between IAS and CAS.

3. Observe Vo limit of 223 knots IAS (226 Knots CAS).

(6.50 x 10 Dual Main Wheeis)

Reissued: October, 1984
P/N 100-590038-33



BEECHCRAFT

Section V
King Air B100 HFG Performance
MAXIMUM RECOMMENDED CRUISE POWER
ISA +37°C 96% RPM
PRESSURE | 10AT ] TORQUE FUEL FLOW TOTAL AIRSPEED - KNOTS
ALTITUDE PER ENGINE| PER ENGINE (FUEL FLOW 11,500 LBS 10,500 LBS 9500 LBS
FEET °C |°F FT-LBS LBS/HR LBS/HR CAS TAS CAS TAS CAS TAS
(REF)
SL 56 |133 1236 349 698 201 213 203 216 205 218
2000 53 127 1198 332 664 196 214 198 217 201 220
4000 49 1120 1163 316 632 191 216 194 219 196 221
. 6000 45 113 1129 300 600 186 217 189 220 192 223
8000 41 106 1097 286 572 182 218 185 222 188 225
10,000 37 | 99 1967 273 546 177 218 180 223 183 227
12,000 33 | 91 1037 262 524 172 219 176 224 179 229
14,000 29 | 84 1013 252 504 167 220 171 226 175 231
16,000 25 | 77 984 242 484 161 220 167 227 171 233
18,000 21 | 70 953 232 464 155 218 161 227 166 233
20,000 17 | 63 916 222 444 147 214 155 255 160 233
22,000 13 | 85 870 210 420 135 205 146 221 183 231
24,000 9 | 48 815 198 396 - -- 136 212 145 227
26,000 5|4 751 185 370 - - - 135 219
28,000 -] - -— - - - -—
29,000 - | - - — - - - - -
31,000 | - [ - —- - — -— -
NOTES: 1.

Establish maximum recommended cruise power by setting ITT. The cruise speeds and fuel flows are normally achieved when

ITT is set at 885°C. Cruise seftings up to 905°C are permitted as desired or if required because of configuration variations.
Torque values are for reference onty.

N

3. Observe V0 limit of 223 knots [AS (226 Knots CAS).

Reissued: October, 1984

P/N 100-590038-33

. Refer to “Airspeed Calibration-Normal System” for conversions between 1AS and CAS.

(6.50 x 10 Dual Main Wheels)



SectionV

BEECHCRAFT
HFG Performance

King Alr B100

CRUISE SPEEDS AT MAXIMUM RECOMMENDED CRUISE POWER

ASSOCIATED CONDITIONS: 86% RPM EXAMPLE:

GENERATOR CONDITIONS: PRESSURE ALTITUDE . . . . . 17,000 FT
44 IF OAT 1S LESS THAN 5°C OAT . . . o ISA +9°C
39 IF OAT I1S5°C OR GREATER WEIGHT 10,500 LBS

TRUE AIRSPEED . . . . . . . 254KTS
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Reissued: October, 1984
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BEECHCRAFT

Section Vv

King Air B100 HFG Performance

FUEL FLOW AT MAXIMUM RECOMMENDED CRUISE POWER
ASSOCIATED CONDITIONS: EXAMPLE:

GENERATOR LOAD . .44 1F OAT IS LESS THAN5°C PRESSURE ALTITUDE .
39 IF OAT IS5°COR GREATER  nQOTE: INDICATED OAT .

17,000 FT
—4°C

NOTE: FOR HIGH FLOTATION
FOR TEMPERATURE CONDITIONS THAT CAN NOT LANDING GEAR CONFIGURATION ?8%5%3‘2’55553‘3'“
BE READ FROM THIS CHART, REFER TO THE (6.50 x 10 MAIN WHEEL) :
MAXIMUM CRUISE POWER TABLES
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Reissued: October, 1984
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Section V

HFG Performance

MAXIMUM RANGE POWER

BEECHCRAFT
King Air B100

ISA -30°C 96% RPM
PRESSURE | IOAT | TORQUE | FUEL FLOW | TOTAL AIRSPEED — KNOTS
ALTITUDE PER ENGINE| PER ENGINE |FUEL FLOW 773500 LBS | 10500 LBS | 9500 LBS
FEET |°c |[F | FTLBS LBS/HR LBSHR  [cas | 7as | cas | 7as | cas | 7As
2000 | — | -
ao00 |-20| 3| 1000 302 604 186 | 187 | 189 | 189 | 191 | 102
6000 |-23 [-10| 1000 293 586 185 | 191 | 188 | 194 | 190 | 196
8000 |-27 |-17| 1000 285 570 184 | 195 | 187 | 198 | 189 | 200
10000 |31 |23| 1000 277 554 182 | 109 | 185 | 202 | 187 | 205
12,000 |-35 |-31 1000 269 538 180 | 203 | 183 | 206 | 186 | 209
14000 |39 | 38| 1000 262 524 178 | 207 | 182 | 211 | 184 | 214
16,000 | -42 | 44 1000 256 512 176 | 211 | 180 | 215 | 183 | 218
18,000 |46 |-51| 1000 250 500 174 | 214 | 178 | 219 | 181 | 223
22000 | — | - - - | - -
24,000 | — | - - - |- -
26,000 | — | — - | - ] - | =
28,000 | — | — - | = -]~ | - -
20,000 | — |
31,000 | — | - - S R R

NOTE: Use Maximum recommended cruise power tables for altitude values which have been omitted.

(6.50 x 10 Dusi Main Wheels)

Reissued: October, 1984
P/N 100-590038-33




BEECHCRAFT

Section V
King Air B100 HFG Performance
MAXIMUM RANGE POWER
ISA -20°C 96% RPM
PRESSURE | I0AT TORQUE FUEL FLOW TOTAL AIRSPEED - KNOTS
ALTITUDE PER ENGINE| PER ENGINE |FUEL FLOW 500 LBS 10,500 LBS 9500 LBS

FEET °C |°F FT-LBS LBS/HR LBS/HR CcAs | Tas | cas | tas | cas | Tas

2000 -6 | 22 1000 | 306 612 187 185 189 188 191 190

4000 |-10 | 15 1000 297 594 185 189 188 192 190 194

6000 -13 8 1000 288 576 184 193 187 196 189 199

8000 |-17 1 1000 280 560 182 197 185 200 188 203
10,000 |-21 | -6 1000 272 544 180 201 183 204 186 207
12,000 |-25 |-13 1000 264 528 179 205 182 209 185 212
14,000 |-29 [-19 1000 259 518 176 209 180 213 183 216
16,000 |-32 |-26 1000 253 506 174 213 178 217 181 221
18,000 |-36 |-33 1000 248 496 172 217 176 221 179 225
20,000 |-40 |40 1000 242 484 169 220 173 226 177 230
22,000 |-44 |47 1000 238 476 167 224 171 230 175 235
24,(;00 47 |-53 1000 233 466 164 228 169 234 173 240
26,009 - - - - -
28,000 - - - -
31,000 | - | - - - -

NOTE: Use Maximum recommended cruise power tables for altitude values which have been omitted.

Reissued: October, 1884

P/N 100-590038-33 {6.50 x 10 Dual Main Wheeis)



Section V

BEECHCRAFT
HFG Performance King Air B100
MAXIMUM RANGE POWER
ISA -10°C 96% RPM
PRESSURE | I0AT TORQUE FUEL FLOW TOTAL AIRSPEED - KNOTS

ALTITUDE PER ENGINE| PER ENGINE | FUEL FLOW [ 1,500 LBS 10,500 LBS 9500 LBS
FEET °C |°F FT-LBS LBS/HR LBS/HR CAS | TAS | CAs | TAs | CAS | TAs
SL 8 | 47 1000 312 624 187 184 188 186 192 188

2000 4 | 40 1000 301 602 185 187 188 180 190 192
4000 1133 1000 292 584 184 192 187 194 189 197
6000 | -3 | 26 1000 283 566 183 196 185 199 188 201
8000 -7 119 1000 275 550 181 199 184 203 186 205
10,000 -11 | 12 1000 267 534 179 204 182 207 185 210
12,000 -15 6 1000 261 522 177 207 180 211 183 214
14,000 -18 -1 1000 255 510 175 211 178 216 181 219
16,000 2 | -8 1000 250 500 172 215 176 220 179 223
18,000 -26 |-15 1000 245 430 170 218 174 224 177 228
20,000 -30 |-22 1000 240 480 167 222 172 228 175 233
22,000 -34 |-28 1000 236 472 165 226 169 232 173 238
24,000 -37 | -35 1000 232 464 162 230 167 237 171 242
26,000 -41' -42 1000 229 458 158 233 164 241 168 247

NOTE: Use Maximum recommended cruise power tables for altitudes values which have been omitted.

(6.50 x 10 Dual Main Wheeis)

Reissued: October, 1984
P/N 100-590038-33




BEECHCRAFT

Section V
King Air B100 HFG Performance
MAXIMUM RANGE POWER
ISA 96% RPM
PRESSURE | IOAT TORQUE FUEL FLOW TOTAL AIRSPEED — KNOTS
ALTITUDE PER ENGINE| PER ENGINE |FUEL FLOW [y 500 1 BS 10,500 LBS 9500 LBS
FEET °C |°F FT-LBS LBS/HR LBS/HR CAS | TAS | CAS | TAS | CAS | TAs
SL 18 | 65 1000 308 616 186 186 188 188 190 190
2000 14 | 58 1000 298 586 184 190 187 193 189 195
4000 11 | 51 1000 289 578 183 194 186 197 188 200
6000 7| 44 1000 280 560 181 198 184 201 186 203
8000 3|37 1000 272 544 179 202 182 205 185 208
10,000 1] 31 1000 265 530 177 206 181 209 183 212
12,000 5| 24 1000 258 516 175 209 179 213 181 217
14,000 8| 17 1000 252 504 173 213 177 218 180 221
16,000 |-12 ] 10 1000 247 494 170 217 174 222 177 226
18,000 -16 3 1000 242 484 168 220 172 226 175 230
20,000 |-20 | -3 1000 237 474 165 224 170 230 173 235
22,000 |-23|-10 1000 233 466 162 228 167 234 171 240
24,000 | -27 | -17 1000 230 460 159 231 164 239 169 245
26,000 -1 - -- - - --- -
28,000 -] - ~- - e
31,000 - - - - - - - --- --

NOTE: Use Maximum recommended cruise power tables for altitude values which have been omitted.

Reissued: October, 1984
P/N 100-590038-33

(6.50 x 10 Dual Main Wheels)
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Section V

HFG Performance

MAXIMUM RANGE POWER

BEECHCRAFT
King Air B100

ISA +10°C 96% RPM
PRESSURE | I10AT TORQUE | FUEL FLOW | TOTAL AIRSPEED — KNOTS

ALTITUDE [PER ENGINE| PER ENGINE (FUEL FLOW 57500 LBS | 10,500 LBS 9500 LBS
FEET |°C |°F FT-LBS LBS/HR LBSHR [cas T Tas | Cas | TAs | cAs | TAs
sL |28 |83 1000 307 614 184 | 188 | 187 | 190 | 189 | 193
2000 |25 | 76 1000 297 594 183 | 192 | 186 | 195 | 188 | 197
4000 | 21 | 69 1000 288 576 182 | 196 | 184 | 199 | 187 | 201
6000 | 17 | 62 1000 279 558 180 | 200 | 183 | 203 | 185 | 206
8000 | 13 | 56 1000 271 542 178 | 204 | 181 | 207 | 184 | 211
10,000 o|a9| 1000 263 526 176 | 208 | 179 | 212 | 182 | 215
12,000 6 | 42 1000 256 512 174 | 211 | 177 | 216 | 180 | 219
14,000 2|35 1000 250 500 171 | 215 | 175 | 220 | 178 | 224
16,000 | -2 | 28 1000 244 488 168 | 218 | 172 | 224 | 176 | 228
18000 | -6 | 22 1000 239 478 166 | 222 | 170 | 228 | 174 | 233
20,000 |-10 | 15 1000 235 470 163 | 226 | 168 | 232 | 172 | 237
22000 [-13| 8 1000 231 462 160 | 229 | 165 | 236 | 169 | 242
24,000 -1‘7 1 1000 227 454 157 | 232 | 162 | 241 | 167 | 247
26,000 | — | - - - - -
28000 | — | - - - - - - -
29,000 | — | - - - — —
31,000 | — | — - - - -

NOTE: Use Maximum recommended cruise power tables for altitudes values which have been omitted.

(6.50 x 10 Dual Main Wheels)

Reissued: October, 1984
P/N 100-590038-33



BEECHCRAFT

SectionV
King Air B100 HFG Performance
MAXIMUM RANGE POWER
ISA +20°C 96% RPM
PRESSURE | I0AT TORQUE | FUEL FLOW | TOTAL AIRSPEED — KNOTS
ALTITUDE PER ENGINE| PER ENGINE (FUEL FLOW 177500 LBS 10,500 LBS 9500 LBS
FEET °C |°F FT-LBS LBS/HR LBS/HR CAS | TAS | CAS | TAS | CAS | TAs
sL | 38 [101 1000 308 616 183 190 186 | 192 188 195
2000 | 35 [ 94 1000 297 594 182 194 185 | 197 187 199
4000 | 31 | 87 1000 288 576 180 197 183 | 201 185 | 203
6000 | 27 | 81 1000 279 558 178 | 202 181 205 184 | 208
8000 | 23 | 74 1000 270 540 176 | 205 180 | 209 182 | 212
10,000 | 19 | 67 1000 ;262 | 524 174 | 209 178 | 213 181 217
12,000 | 16 | 60 1000 255 510 172 | 213 | 176 | 218 179 | 221
14,000 | 12 | 53 1000 249 498 169 | 216 173 | 222 176 | 226
16,000 8| 46 1000 243 486 166 | 220 171 226 174 | 230
18,000 4] 40 1000 238 476 164 | 224 169 | 230 172 | 235
20,000 0] 33 1000 234 468 | 161 227 166 | 234 170 | 240
22,000 3| 26 1000 230 460 158 | 230 163 | 238 167 | 244
24,600 — - -
26,000 | - | - —
28,000 — — -
29,000 — -

NOTE: Use Maximum recommended cruise power tables for altitude values which have been omitted.

Reissued: October, 1984
P/N 100-590038-33 (6.50 x 10 Dual Main Wheels) 557



Section V

BEECHCRAFT
HFG Performance King Air B100
MAXIMUM RANGE POWER
ISA +30°C 96% RPM
PRESSURE | I0AT TORQUE FUEL FLOW TOTAL | AIRSPEED - KNOTS
ALTITUDE PER ENGINE| PER ENGINE |FUEL FLOW 11,500 LBS 10,500 LBS 9500 LBS
FEET °C |°F FT-LBS LBS/HR LBS/HR cas | Tas | cas | tas | cas | 1as
SL 48 [119 1000 310 620 182 191 185 194 187 197
2000 45 112 1000 299 598 180 195 183 198 186 201
4000 41 106 1000 289 578 179 199 182 202 184 205
6000 37 | 99 1000 279 558 177 203 180 207 183 210
8000 33 | 92 1000 271 542 175 | 207 178 211 181 214
10,000 29 | 85 1000 263 526 173 211 176 215 179 219
12,000 26 | 78 1000 256 512 170 214 174 219 177 223
14,000 2 | 71 1000 250 500 167 218 171 223 175 228
16,000 18 | 65 1000 244 488 165 222 169 228 173 232
18,000 14 | 58 1000 239 478 162 225 167 232 171 237
20,000 - | - -- - — -— ---
22,000 e - - — -—
24,000 | -] - --- - -
26,000 e - -- -
28,000 - | - --- -- -- -
29,000 e _ - - - ---
31,000 - | - - — - -
NOTE: Use Maximum recommended cruise power tables for altitude values which have been omitted.
Reissued: October, 1984
5-58
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BEECHCRAFT

Section V
King Air B100 HFG Performance
MAXIMUM RANGE POWER
ISA +37°C 96% RPM
PRESSURE | I0AT TORQUE FUEL FLOW TOTAL AIRSPEED - KNOTS

ALTITUDE —PER ENGINE| PER ENGINE |FUEL FLOW 11,500 LBS 10,500 LBS 9500 LBS
FEET °C |°F FT-LBS LBS/HR LBS/HR cas | Tas |cas | Tas | cas | TAs
sL 56 (132 1000 312 624 181 193 184 196 186 198

2000 52 |125 1000 302 604 179 196 182 199 185 202
4000 48 |118 1000 291 582 178 200 181 204 183 207
8000 | 44 |111 1000 282 564 176 204 179 208 182 21
8000 40 |105 1000 273 546 173 208 177 212 180 216
10,000 37 | o8 1000 265 530 171 212 175 216 178 220
12,000 33 | o1 1000 257 514 168 215 172 220 176 224
14,000 29 | 84 1000 251 502 166 219 170 224 174 229
16,000 e | e - - - - ---
18,000 | - | --- -- - -
20,000 - | - - - - -
22,000 - o --- - - -
24,000 | - - - - - - --
26,000 - o - - - -- --
28,000 | - .- - - -—
29,000 - - - --
31,000 | — | — - -

NOTE: Use Maximum recommended

Reissued: October, 1984

P/N 100-590038-33

(6.50 x 10 Dual Main Wheels)

cruise power tables for altitude values which have been omitted.
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Section V BEECHCRAFT
HFG Performance

King Air 8100

RANGE PROFILE — FULL MAIN AND AUX TANKS

STANDARD DAY

ASSOCIATED CONDITIONS: EXAMPLE:
WEIGHT . . . . . . . . . 11,875LBS BEFORE ENGINE PRESSUREALTITUDE . . . . . . . . . . . . 17,000FT
START
FUEL . . . . . . . . . . AVIATION KEROSEN RANGE @ MAX CRUISEPOWER . . . . . . . . 1136 NM
FUEL DENSITY . . . . . . 6.7 LBS/GAL ¥ RANGE @ MAX RANGEPOWER . . . . . . . . 1210NM -
INITIAL FUEL LOADING . . 470 U.S. GAL {3149 LBS)
PROPELLERSPEED . . . . 96% RPM NOTE: RANGE INCLUDES START, TAXI, CLIMB, AND
GENERATOR LOAD . . . . .44 IF OAT LESS THAN5°C DESCENT WITH 45 MINUTES RESERVE FUEL AT
: .39 IF OAT 5°C OR GREATER MAXIMUM RANGE POWER
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BEECHCRAFT Section V
King Air B100 HFG Performance
ENDURANCE PROFILE — FULL MAIN AND AUX TANKS

ASSOCIATED CONDITIONS: EXAMPLE:

WEIGHT . 11875 L8S BEFORE ENGINE PRESSURE ALTITUDE . . . . . . . . . . . . 17000 FT
FUEL . . . . . . . . . . AVIATION KEROSENE ENDURANCE @ MAX CRUISE POWER. . . . . . 443 HRS
FUEL DENSITY . . . . . . 6.7 LBS/GAL ENDURANGCE @ MAX RANGE POWER. . . . . . 545 HRS

INITIAL FUEL LOADING . . 470 U.S. GAL (3149 L8BS)

PROPELLER SPEED . . . . 96% RPM

NOTE: ENDURANCE INCLUDES START, TAXI, CLIMB AND

GENERATOR LOAD . . . . .44 |F OAT IS LESS THAN 5°C DESCENT WITH 45 MINUTES RESERVE FUEL AT
.39 IF QAT IS5°C OR GREATER MAXIMUM RANGE POWER
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Section V BEECHCRAFT
HFG Performance King Air B100

RANGE PROFILE — FULL MAIN TANKS

STANDARD DAY

ASSOCIATED CONDITIONS: NOTE: RANGE INCLUDES START, TAXi, CLIMB, AND
DESCENT WITH 45 MINUTES RESERVE FUEL AT
WEIGHT . . . . . . . . . 11,875LBS BEFORE ENGINE MAXIMUM RANGE POWER
START
FUEL . . . . . . . . . . AVIATION KEROSENE
FUELDENSITY. . . . . . 6.7LBS/GAL
INITIAL FUEL LOADING . . 388 U.S. GAL (2600 LBS}
PROPELLERSPEED . . . . 96% RPM
GENERATORLOAD . . . . .44|F OAT IS LESS THAN 5°C

.39 IF OAT IS5°C OR GREATER
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BEECHCRAFT Section V
King Air B100 HFG Performance

ENDURANCE PROFILE — FULL MAIN TANKS

STANDARD DAY

ASSOCIATED CONDITIONS:
WEIGHT . . . . . . . . . 11,875 LBS BEFORE ENGINE

START
PUEL CERsiTy T YN KEROSENE NOTE: ENDURANCE INCLUDES START, TAXI, CLIMB, AND
INITIAL FUEL LOADING . . 388 U.S. GAL (2600 LBS) DESCENT WITH 45 MINUTES RESERVE FUEL AT
PROPELLER SPEED . . . . 96% RPM MAXIMUM RANGE POWER
GENERATOR LOAD . . . . .44 IF QAT IS LESS THAN 5°C

.39 {F OAT IS5°C OR GREATER

30,000

aaEasan
it 229
236
245
25,000
252 239
) 1T
e 2 11
S 1257 234
& Q~
@Oi{ NS T
— O 17O 1
W 20,000 ~ 4260 <+ 230
. )
IR 2EmE Qq 7
e L1262 Q 226
w w1 X 11
S St T (5\
E I/&i 262 ) KT EEz
F 15,000 - é,o § H
< 263 < o 218
w T 0@ (€) 11
o { &X\ e
2 2621 A S 213
w &X\ @
& 10,000 261 S 209
1T & T
111 \g
254 < A= 205
LI 1T
Il 1
. 246 201
5000 —— I
239§ 197
T11 T
11 I I
233 193
T17T [
IR BEE
SL 226 188 41
}
2.0 2.5 3.0 35 4.0 45 5.0 5.5 6.0

ENDURANCE ~ HOURS

B100-601-439
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Section V

BEECHCRAFT
HFG Performance King Air B100
MAXIMUM RECOMMENDED CRUISE POWER
ONE ENGINE INOPERATIVE
ISA -30°C 100% RPM
PRESSURE | I0OAT TORQUE FUEL FLOW TOTAL AIRSPEED — KNOTS
ALTITUDE PER ENGINE| PER ENGINE | FUEL FLOW 11.500 LBS 10.500 LBS 9500 LBS
SL |12 | 11 1878 480 480 191 181 194 184 197 186
2000 -16 4 1878 471 471 189 184. 192 187 194 189
4000 |-20 | -3 1878 461 461 187 187 190 190 192 193
6000 |-23 |-10 1878 452 452 184 190 188 193 190 196
8000 |(-27 |-17 1878 444 444 182 193 185 196 188 199
10,000 -31 | -24 1848 432 432 177 193 181 198 185 202
12,000 |-35 |-31 1732 406 406 168 180 173 195 177 199
14,000 |-39 |-39 1607 381 381 157 182 164 190 169 196
16,000 | -44 |-46 1483 356 356 143 172 153 184 160 191
18,000 |48 |-54 1358 332 332 — - 141 174 150 185
20,000 = - - -— - - - — —
22,000 -] - - - — -- - — - —
24,000 = -— - - - — — - - -—
26,000 = -— - -— - — - - -
28,000 -1 - -- — - - - —_— - - -
29,000 - - - — - - - -— - - -
31,000 = —-— - - - — — - — -

NOTE: This information is provided for flight planning and as practical power settings to establish where one engine
inoperative cruise becomes necessary. Flight may not be possible for aititudes where values have been omitted. If required,

power may be increased up to the torque, ITT and/or RPM limits. Torque settings above those tabulated will resuft in higher
fuel flow and reduced range.

(6.50 x 10 Dual Main Wheeis)

Reissued: October, 1984
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BEECHCRAFT

Section V
King Air B100 HFG Pertormance
MAXIMUM RECOMMENDED CRUISE POWER
ONE ENGINE INOPERATIVE
ISA -20°C 100% RPM
PRESSURE | 10AT TORQUE | FUEL FLOW | TOTAL AIRSPEED — KNOTS

ALTITUDE PER ENGINE PER ENGINE [FUEL FLOW [11 o001 ne"T 10,500 LBS 9500 LBS
FEET [°C |F | FT-LBS LBSHR LBSHR 'cAs | TAS | CAS | TAS | CAs | TAs
st | 2| 20 1878 474 474 189 | 183 | 192 | 186 | 195 | 188

2000 | 6|22 1878 466 466 187 | 186 | 190 | 189 | 193 | 191
4000 |-10| 15 1878 458 458 185 | 188 | 188 | 192 | 191 | 198
6000 |-13 | 8 1878 449 449 182 | 191 | 186 | 195 | 188 | 198
8000 |[-17 | 1 1850 437 437 178 | 192 | 182 | 197 | 185 | 200
10,000 |-21 | -6 1739 an an 169 | 189 | 174 | 194 | 178 | 198
12,000 |-25 |-14 1632 387 g7 160 | 184 | 166 | 191 | 170 | 196
14,000 |-30 |-21 1527 363 363 148 | 176 | 157 | 186 | 163 | 193
16,000 |-34 |-20 1420 340 340 131 | 160 | 146 | 179 | 154 | 188
18,000 | -38 |-37 1305 317 317 - - 131 | 166 | 144 | 182
20000 | — | — - - - — — -~ - — —
22000 | —| — - - — — — — — - —
24000 | — | — - - - - — — — — —
26000 | — | — - - - — — - — - —
28000 | — | — - - - — - - - — —
20000 | | — — — — — - — — — -
3100 | —| — — - — - - — — — -

NOTE: This information is provided for flight planning and as practical power settings to establish where one engine
inoperative cruise becomes necessary. Flight may not be possible for altitudes where values have been omitted. If required,

power may be increased up to the torque, [TT and/or RPM limits. Torque settings above those tabulated will result in higher
fuel flow and reduced range.

Reissued: October, 1984
P/N 100-590038-33 (6.50 x 10 Dual Main Wheeis) 5-65



SectionV

BEECHCRAFT
HFG Performance King Air B100
MAXIMUM RECOMMENDED CRUISE POWER
ONE ENGINE INOPERATIVE
ISA-10°C 100% RPM
PRESSURE | I0AT TORQUE FUEL FLOW TOTAL AIRSPEED — KNOTS
ALTITUDE ER ENGINE| PER ENGINE |FUEL FLOW 11,500 LBS 10,500 LBS 9500 LBS
FEET °C |°F FT-LBS LBS/HR LBS/HR CAS | TAS | CAS | TAs | CAs | TAs
SL 8 | 47 1878 469 469 188 184 191 187 193 190
2000 4 | 40 1878 460 460 185 187 188 190 191 193
4000 4 1133 1878 452 452 183 190 186 194 189 197
6000 -3 | 26 1861 442 442 179 192 183 196 186 199
8000 -7 119 1747 417 417 170 188 175 193 179 197
10,000 -1 11 1634 392 392 161 183 167 190 171 195
12,000 |-16 4 1529 368 368 150 176 158 185 163 192
14,000 |-20 | 4 1430 346 346 135 164 148 179 155 188
16,000 |-24 |-11 1331 324 324 - - 136 170 146 183
18,000 | — | - -
20000 | — | - — - -
22000 | — | - — -
24000 | — | — - - - - —
28000 | - | — - - - - -
20000 | — | — - — .- - —
31,000 | — | — — - - - - -

NOTE: This information is provided for flight planning and as practical power settings to establish where one engine

inoperative cruise becomes necessary. Flight may not be possible for altitudes where values have been omitted. If required,

power may be increased up 1o the torque, ITT and/or RPM limits. Torque settings above those tabulated will result in higher
fuel flow and reduced range.

(6.50 x 10 Dual Main Wheels)

Reissued: October, 1984

P/N 100-590038-33



BEECHCRAFT

Section V
King Air B100 HFG Performance
MAXIMUM RECOMMENDED CRUISE POWER
ONE ENGINE INOPERATIVE
ISA 100% RPM
PRESSURE | 10AT TORQUE | FUEL FLOW | TOTAL AIRSPEED - KNOTS

ALTITUDE PER ENGINE| PER ENGINE |FUEL FLOW [7500 LBS | 10.500 LBS 9500 LBS
FEET |°C |°F FT-LBS LBS/HR LBSHR |cas | tas [cas | tas [ cas | Tas
sL | 18|65 1878 465 465 186 | 186 | 189 | 188 | 192 | 192

2000 | 14 | 58 1878 456 456 183 | 189 | 187 | 192 | 190 | 195
4000 | 11 | 51 1863 446 446 180 | 191 | 184 | 195 | 187 | 198
6000 7 | 44 1756 421 421 171 | 187 {176 | 192 | 180 | 196
so00 | 21|36 1651 397 397 163 | 183 | 168 | 189 | 173 | 194
10000 | 2 | 29 1546 374 374 152 | 177 | 160 | 185 | 165 | 191
12000 | 6|2 1442 351 351 138 | 166 | 150 | 179 | 157 | 188
14,000 |-10 | 14 1339 329 329 - — | 138 | 171 | 148 | 183
16,000 |-16 | 4 1195 302 302 — - - | 138 | 176
18000 | — | - - — - — — — -
20000 | — | - — — - — - - - — —
200 | — | - - - - - — - - -~ -
24000 | — | — - — — — - — - -
26000 | — | — — - - - - - — —
28000 | — | - - - - - - - - — -
29000 | — | — — — - — - - — - -
31000 | — | — - - - - — - - — —

NOTE: This information is provided for _.ﬂight pianning and as practical power éettings to establish where one engine
inoperative cruise becomes necessary. Flight may not be possible for aftitudes where values have been omitted. If required,

power may be increased up to the torque, ITT and/or RPM limits. Torque settings above those tabulated will result in higher
fuel flow and reduced range.

Reissued: October, 1984
P/N 100-590038-33

(6.50 x 10 Dual Main Wheels)



SectionV

BEECHCRAFT
HFG Pertormance King Air B100
MAXIMUM RECOMMENDED CRUISE POWER
ONE ENGINE INOPERATIVE
ISA +10°C 100% RPM
PRESSURE | I10AT TORQUE | FUEL FLOW | TOTAL AIRSPEED - KNOTS

ALTITUDE PER ENGINE| PER ENGINE |FUEL FLOW [77500 LBS | 10,500 LBS 9500 LBS
FEET |°C |°F FT-LBS LBS/HR LBSHR [cas | Tas | cas | TAs | cas | TAS
sL | 28|83 1878 463 463 184 | 187 | 187 | 191 | 190 | 193

2000 |24 |76 1821 445 445 179 | 187 | 182 | 191 | 186 | 194
4000 | 20 | 69 1736 423 423 171 | 185 | 176 | 190 | 180 | 194
6000 | 16 | 61 1647 401 401 163 | 182 | 169 | 188 | 173 | 193
8000 | 12 | 54 1551 378 378 154 | 176 | 161 | 184 | 166 | 190
10000 | 8| 47 1452 356 356 141 | 167 | 152 | 179 | 1s8 | 187
12000 | 4|39 1356 335 335 — - 141 | 172 | 150 | 183
14,000 o | 31 1254 313 313 — - — | 140 | 178
16,000 | — | — - — — — — - -
18000 | — | - — - — —_ . - -
20000 | — | — — — — - — — —
22000 | — | - — - — — — — — -
24000 | — | — - — — — — — -
26000 | — | — — - — . - —
28000 | | — — — — — — — — -
29000 | — | — - - — - — - - — —
31,000 | ~ | — —_ - — — — — — — —

NOTE: This information is provided for flight planning and as practical power settings to establish where one engine
inoperative cruise becomes necessary. Flight may not be possible for altitudes where values have been omitted. If required,

power may be increased up to the torque, ITT and/or RPM limits. Torque settings above those tabulated will result in higher
fuel flow and reduced range.

(6.50 x 10 Dual Main Wheets)

Reissued:
P/N
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BEECHCRAFT

Section V
King Air B100 HFG Performance
MAXIMUM RECOMMENDED CRUISE POWER '
ONE ENGINE INOPERATIVE
ISA +20°C 100% RPM
PRESSURE | IOAT TORQUE FUEL FLOW TOTAL AIRSPEED — KNOTS
ALTITUDE PER ENGINE| PER ENGINE | FUEL FLOW 11,500 LBS 10,500 LBS 9500 LBS
FEET °C °F FT‘LBS LBS/HR LBS/HR CAs TAS CAs TAS CAs TAS
SL 38 [101 1705 436 436 173 179 177 183 181 187
2000 34 | 93 1644 417 417 167 178 172 183 176 187
4000 30 | 86 1579 397 397 160 176 166 182 170 187
6000 26 | 79 1510 378 378 152 172 159 180 165 186
8000 22| 72 1434 358 358 141 165 152 177 158 184
10,000 18 | 64 1354 338 338 - - 142 171 151 181
12000 | — | — — — - —
14000 | — | — - - - — —
16,000 | — | — - — - —
18,000 | — | - - - - — —
20000 | | - — - - —-
22,000 | — | — — — -
24000 | — | - - - - — — -
26000 | — | - - - - - - — — -
28,000 | — | - — — — - - — -
20000 | — | — — — — - —
31000 | — | — - — — — -

NOTE: This information is provided for flight planning and as practical power settings to establish where one engine
inoperative cruise becomes necessary. Flight may not be possible for altitudes where values have been omitted. If required,

power may be increased up to the torque, [TT and/or RPM limits. Torque settings above those tabulated will result in higher
fuel flow and reduced range.

Reissued: October, 1984
P/N 100-590038-33 (6.50 x 10 Dual Main Wheels) : 5-69



SectionV

BEECHCRAFT
HFG Performance

King Air 8100

MAXIMUM RECOMMENDED CRUISE POWER
ONE ENGINE INOPERATIVE

ISA + 30°C 100% RPM

PRESSURE | IOAT TORQUE FUEL FLOW TOTAL AIRSPEED — KNOTS
ALTITUDE ER ENGINE| PER ENGINE |FUEL FLOW 11,500 LBS 10,500 LBS 9500 LBS

FEET °C oF FT‘LBS LBS/HR LBS/HR 'As TAS |A$ TAS |As TAS

SL 48 |118 1502 405 405 159 167 165 173 169 178

2000 44 1111 1458 388 388 153 165 160 173 165 178

4000 40 104 1407 371 371 == - 154 171 159 178

- 147 169 154 177

10,000 | — | --

14000 | - | — —

16,000 | — | -

18000 | — | — - -

20000 | — | —

22000 | — | - -

24000 | — | — -

26,000 | — | — -— -

28000 | — | — - —

20000 | — | - -

31,000 | — | — -

NOTE: This information is provided for flight planning and as practical power settings to establish where oné engine
inoperative cruise becomes necessary. Flight may not be possible for altitudes where values have been omitted. If required,

power may be increased up to the torque, ITT and/or RPM limits. Torque settings above those tabulated will result in higher
fuel flow and reduced range.

Reissued: October, 1984
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BEECHCRAFT
King Air B100

MAXIMUM RECOMMENDED CRUISE POWER
ONE ENGINE INOPERATIVE

ISA + 37°C

100% RPM

Section vV

HFG Performance

PRESSURE
ALTITUDE

FEET

IOAT

°C

°F

TORQUE
PER ENGINE

FT-LBS

FUEL FLOW
PER ENGINE

LBS/HR

TOTAL
FUEL FLOW

LBS/HR

AIRSPEED - KNOTS

11,500 LBS

10,500 LBS

9500 LBS

IAS

TAS

IAS TAS

IAS

TAS

SL

55

130

1361

385

385

155 164

160

170

2000

51

123

1326

369

369

149 164

156

170

8000

10,000

12,000

14,000

16,000

18,000

20,000

22,000

24,000

26,000

28,000

29,000

31,000

NOTE: This information is provided for flight planning and as practical power settings to establish where one engine
inoperative cruise becomes necessary. Flight may not be possible for altitudes where values have been omitted. It required,

power may be increased up to the torque, ITT and/or RPM limits. Torque settings above those tabulated will resuit in higher
fuel flow and reduced range.

Reissued: October, 1984

P/N 100-590038-33

(6.50 x 10 Dual Main Whoels)
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SectionV
HFG Performance

572

BEECHCRAFT
King Air B100

PRESSURIZATION CONTROLLER SETTING
FOR LANDING

EXAMPLE

ALTIMETERSETTING ... .. .. 29.52 IN. HG
LANDING FIELD ELEVATION ... 2000 FT

CABIN ALTITUDE SETTING . ... 2885 FT

11,000 S TT—FIELD ELEVATION 7
- — E = P~ : , ‘ - FEET
10,000 = as e 1060g ]
9000 Fina=<uni —— Oo 0
8000 : 8005
[t ™ g S - H L R
LU 7000 = = RpR
ey — " 7 Y
i =1 = 2204
z 6000 e ~ S 7
© 5 S S 6090_
Z 5000 = EEwns
= — ~ 50
é = =i 00.
4000 Ssuun =Sans
w = = 40
D e — OO
£ 3000 T s
= EnESREAS ST =-3000.
-<J - —
2 = —1
& 1000 e S 1000
. — 1 . BE
0 - ”"~§_EA LE e
= = =L
~ 1000 STD T T F e 106613
— ‘ E
— 2000 {7

28.50 29.00 29.50 30.00 30.50 31.00
ALTIMETER SETTING ~ IN. HG
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Section vV

HFG Performance

BEECHCRAFT
King Air 8100
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SectionV
HFG Performance

ASSOCIATED CONDITIONS:

POWER .

GEAR

FLAPS .
—
w
w
u
I3
w
a
5
Lo
—
-
<
w
[sed
2
2.
w
w
[+ d
o

5-74

BEECHCRAFT
King Air B100
TIME, FUEL, AND DISTANCE TO DESCEND
EXAMPLE:
AS REQUIRED TO DESCEND INITIAL ALTITUDE 17,000 FT
@ 1500 FT/MIN FINAL ALTITUDE . 5651 FT
UP
UP (0%) TIME TO DESCEND. (11-4) = 7 MIN
FUEL TO DESCEND . . (89-34) = 54 LBS
DISTANCE TO DESCEND. (44-13) = 31 NM
J T I T T T TP LI TI T TT I 7117]
s DESCENT SPEEDS:
= 160 KNOTS 31,000 TO 20,000 FT ,'
30,000 —1 200 KNOTS 20,000 TO SEA LEVEL
a 1] (NI EEEE
T [ T
1
25,000
A
20,000
A
15,000 F
4
y
10,000
y
Y
V.
5000
3
1)
Q
(=1
=4
SL T T ©
0 5 10 15 20 25
TIME TO DESCEND ~ MINUTES
Y Y
T3 T I T T 1 T | T T T T
0 50 100 150
‘( r FUEL TO DESCEND ~ POUNDS
T T T N
P 1 L B I
0 10 20 30 40 50 60 70 80 90

DISTANCE TO DESCEND "~ NAUTICAL MILES
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Section V

HFG Performance

BEECHCRAFT
King Air B100
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BEECHCRAFT
King Air B100

HFG Performance
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Section Vv

HFG Performance
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BEECHCRAFT
King Air B100
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SectionV
HFG Petformance

BEECHCRAFT
King Air B100

LANDING DISTANCE WITHOUT PROPELLER REVERSING

ASSOCIATED CONDITIONS:

POWER

FLAPS .

RUNWAY
BRAKING

FLAPS 0% LANDING DISTANCE OVER 50 FT OBSTACLE ~ FEET

578

7000

5000

4000

. RETARDED TO MAINTAIN 600 FIT/MIN

ON FINAL APPROACH

- Uk
. PAVED, LEVEL, DRY SURFACE

. MAXIMUM FLAPS UP LANDING DISTANCE
OVER 50 FT OBSTACLE"
APPROACH SPEED
WEIGHT ~ LBS APPROACH SPEED ~ KTS
11,800 121
11,210 119
11,000 118
10,000 114
8000 1

NOTE:.

FLAPS 0%

EXAMPLE:

FLAPS 100% LANDING DISTANCE

OVER 50 FT OBSTACLE
LANDING WEIGHT

3700 FT
10,876 LBS

WHEN IT IS NECESSARY TO LAND WITH FLAPS UP (0%).

4530 FT
118 KTS

1. LANDING WITH FLAPS FULL DOWN (100%) 1S NORMAL PROCEDURE. USE THIS GRAPH

2. TO DETERMINE FLAPS-UP LANDING DISTANCE, READ THE FLAPS 100% LANDING
DISTANCE APPROPRIATE TO THE OAT, ALTITUDE, WEIGHT AND WIND FROM THE
LANDING DISTANCE WITHOUT PROPELLER REVERSING-FLAPS 100% GRAPH. ENTER THE

= FLAPS UP LANDING DISTANCE GRAPH AND READ THE DISTANCE.

B100-601-371

-

3000 4000

FLAPS 100% LANDING DISTANCE OVER 50 FT OBSTACLE ~ FEET

5000 6000

(6.50 x 10 Dual Main Wheeis)

Reissued: October, 1984
P/N 100-590038-33
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BEECHCRAFT
King Air B100

SECTION VI

WEIGHT AND BALANCE / EQUIPMENT LIST
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Section VI BEECHCRAFT
Wt & Bal/Equip List King Air B100

WEIGHING INSTRUCTIONS

Penod«c weighing ol the King Ar 8100 may be required o keep the Basic Empty Weight currem Frequency of weighing 1s 1o

be determined by the operator All changes o the arptane aftecting weight and. or balarice are the responsibility ot the airptane
operator

1.

6-2

Airplane may be weighed on wheels or jack points Three jack points are provided with one on the nose section of the
fuselage at station 83.5 and two on the wing center secticn rear spar at station 225.5. Wheet reaction locations should be
measured as described i paragraph 6 below.

Fuel should be drained preparatory to weighing. Tanks are drained from the regular drain ports with the arplane n static
ground attitude. When tanks are drained, 8 pounds of unusable fuel remains in the airplane at an arm of 188 inches. The
remainder of the unusable fuel 1o be added to a drained system 1s 32 pounds at station 167. If the airplane 1s weighed

with full fuel the fuel specific weight (pounds/gallon) should be determtned by using a hydrometer Compute lotal fue)
weight and moment using fuel tables

Engine oil must be at the full (evel in each tank Total engine o1l aboard when both tanks are full 1s 42 pounds at an arm of
107 inches.

To determine awplane configusation at time of weighing, installed equipment is checked agarnst the airplane equipment
list or superceding forms. All equipment must be in its proper place dunng weighing.

The airptane is placed on the scales in level attitude. Leveling screws are located on the fusetage entrance door frame.
Leveling 1s accomplished with a plumb bob. Jack pad leveling may require the nose gear shock to be secured in the static
position to prevent its extension. Wheel weighings can be leveled by varying the amounts of air in the shocks and tires.

Measurement of the reaction arms for a wheel weighing is made using the nose jacking point for a reference. Using a
steel measurning tape, measurements are taken with the arplane level on the scales from the reference (a plumb bob
hung from the center of the nose [acking point) to the axle center line of the nose gear and then from the nose gear axie
center line to the main whee! axle center line. The matn wheel axle center line is best located by stretching a string across
from one main wheel to the other. All measurements are to be taken with the tape level with the hangar floor and paralle!

to the fuselage centec line. The locations of the wheel reactions will be approximately at an arm of 209 inches for main
wheels and 30 inches for the nose wheel.

The Basic Empty Weight and Moment are determined from the scale readings. Items weighed which are not part of the
empty airplane are subtracted, i.e., usable fuel. Unusable fuel and engine oil are added (f not aiready in the airplane.

Weighing should always be made in an enclosed area which is free from air currents. The scales used shoutd be properly
calibrated and certified.

NOTE

Each new airplane is delivered with a completed sample loading, empty
weight and center of gravity, and equipment list, all pertinent to that specific
airplane. It is the owner's responsibility to ensure that changes in equipment
are reflected in a new weight and balance and in an addendum to the
equipment list. There are many ways of doing this; it is suggested that a
running tally of equipment changes and their effect on empty weight and c.g.
Is 2 suitable means for meeting both requirements.

The current equipment list and empty weight and c¢.g. information must be
retained with the airplane when it changes ownership. Beech Aircraft
Corporation cannot maintain this information; the current status is known only
to the owner. If these papers become lost, the FAA wili require that the
airplane be reweighed to establish the empty weight and c.g. and that an
inventory of installed squipment be conducted to create a new equipment list.

it is recommended that duplicate copies of the Basic Empty Weight and
Balance sheet and the Equipment List be made and kept in an alternate
location n the event the original handbook is misplaced.

October, 1984



BEECHCRAFT

Section VI
King Air B100 Wt & Bal/Equip List
BASIC EMPTY WEIGHT AND BALANCE
DATE: SERIAL NO:
REGISTRATION NO:
PREPARED BY:
STRUT POSITION - NOSE MAIN JACK POINT LOCATION
EXTENDED 29.4 208.5 FORWARD 835
COMPRESSED 308 2105 AFT 2255
STATION
REACTION SCALE OR
WHEEL - JACK POINTS READING TARE NET WEIGHT ARM MOMENT

et A o T Nl T
RIGHT MAIN %/////%’%//////////%

SUB TOTAL

NOSE

TOTAL (AS WEIGHED) %///////%

SPACE BELOW PROVIDED FOR ADDITIONS AND SUBTRACTIONS TO AS WEIGHED CONDITION

EMPTY WEIGHT

ENGINE OIL 42 107 4494
UNUSABLE FUEL 40 171 6840

BASIC EMPTY WEIGHT

October, 1984 6-3



Section VI BEECHCRAFT
Wt & Bal/Equip List King Air 8100

DIMENSIONAL AND LOADING DATA

47236 | _
165.1" 77.86" —— '
LEMAC MAC
MOLD LINE
MAIN SPAR—T——
£.5.190.0
REFERENCE
DATUM [ —
— V. ey .
)0 00000 ! 18425
A :
1
AN
FRONT JACK
POINT F.S.835
L—— REAR JACK POINTS \
179.0” MOLD LINE REAR LEVELING POINTS
SPAR F. S, 2255 F S.277.25
STANDARD SEATING
COCKPIT CABIN FOYER AFT
E CABIN l
| |
X
— o O OO
| I P
1
0. 0 OOl
| ‘ ‘ CONFIGURATION | & 1)
Fs. ‘
43, !
CONFIGURATION 111
OCCUPANT CENTROID
CREW £.5.129.0
ROW I F.5.174,0
ROW 1) R.S.220.0
ROW 131 F.5.254.0
L F.5.202.0
L2 £.5.314.0
CONFIGURATION BAGGAGE COMPARTMENT BAGGAGE CAPAC(TY CENTROID
-0 150 FS. 2920
) - SIDE PASSENGER SEAT FOYER _ Ll 210 £.$.325.0
AND TOILET AFT CABIN
P 150 £S5 2920
)I - SIDE TOILET FOYER  _ L 410 F.5. 3250
AFT canin — EEREEEEE
_F 150 FS.2920
(11 - AFT PASSENGER SEAT FOYER L, 200 & 370 ° . ES.332.0&3250
AND TOILET AFT cagin — T

NOTE: Loading data for standard configurations only
* Increase alt baggage 1o 370 pounds when compartment is not accupied by 3 passenger. Fayer is

noc equipped for loose baggage, clothing on hangers may be hung from the rod pravided. 8100603432

6-4 October, 1984



BEECHCRAFT

King Air B100

Section VI
Wt & Bat/Equip List

DIMENSIONAL AND LOADING DATA

CARGO CONFIGURATION

F.S. 0.0
F.S. 30.0
SECTION MAXIMUM CENTROID ARM
A 880 LBS. FS 167
8 860 LB, F.8 210
C 830 LB. F.S. 250
£5. 840 D 550 LB. £.S. 260
E 410 LB. F.S. 325
COCKPIT
.8 1290 CARGO TIEDOWN PROVISIONS ARE NOT
PROVIDED. CARGO MAY BE SUPPORTED
F.8. 1430 UPON AND TIED DOWN TO THE SEAT
TRACKS, BY AN FAA APPROVED
SECTION A RESTRAINT SYSTEM,

SECTION B

SECTION C

SECTION D

October, 1884

i N —_ ~— — — — S——

SECTION E

F.S. 190.0 (MOLD LINE MAIN SPAR)

F.S. 230.0

F.8. 270.0

F.S. 310.0

F.S. 347.75

NOTES:

1.

N

ALL CARGO IN SECTIONS A. B & C MUST BE SUPPORTED ON AND
SECURED TO THE SEAT TRACKS BY AN FAA APPROVED SYSTEM.

. CONCENTRATED CARGO LOADS IN SECTIONS A, B. & C MUST NOT

EXCEED 200 LBS. PER SQUARE FOOT & MUST BE SUPPORTED
ON THE SEAT RAILS.

. CARGO IN SECTION D & E IS TO BE SECURED BY BEECH

FURNISHED BAGGAGE NET. WEBBING, OR STHAPS,

. FOOTMAN LOOPS IN SECTION D & E ARE TO BE USED TO SECURE

CARGO BAGGAGE (N THAT AREA ONLY.

. CONCENTRATED FLOOR LOADINGS OF CARGO OR BAGGAGE IN

SECTION D & E MUST NOT EXCEED 100 LBS. PER SQUARE FQOT.

. ANY EXCEPTIONS TO THE ABOVE PROCEDURES WILL REQUIRE

APPAQVAL 8Y A LOCAL FAA OFFICE,

B100-603-504

6-5



Section VI

Wt & Bal/Equip List
CABIN ARRANGEMENT DIAGRAM
LEFT SIDE RIGHT SIDE 256 G047
T T ! =i
:ﬁ,‘ :,.s 720 :;&:sl Pass Pass
k F5 T4 FS 20
2 — | § — 7 =
0 FWD CLUB (WITH SPACE FWD)
FWD CLUR (WITH SPACE AFT)
e )
AFT CLUB (WITH SPACE FWD) 0
N | —— |
—
a8s
Wl J
PASS
£S 2%
— ) ———— :-
AFT CLUB (WITH SPACE AFT) N
™ v | [ ——x—S [—
S T f— —_— B
‘w K5 &fu vﬁw f:&:i &“‘w ‘\ i ] ) ‘
X N N e | M Fs :SA%‘
. e em—— ——F ]
[ [ 4 R
O AFT CLUB AND 2 PLACE COUCK FWD .”
‘ /
I 7
7 §
Hl 7’;‘\‘ 62 r’ﬁm :E 'pg ™ ‘?SM/

2 CHAIRS AFT, 2 PLACE COUCH FWD

Fn-i)mm ~Tmp wCDOD~OT r-y—nm-uﬂ

BEECHCRAFT
King Air B100

WEIGHT AND BALANCE m—e—eem

1
Povrdommon
E =

| ——

0
—

O
L)

] I —— I
Pass PASS
M s rsm !
! rese | | H Y55
Ly
Y = !
CHAIR FWD AND AFT, 2 PLACE COUCH CENTER
" . 1
~ PASS t l_ PASS 1
rS 167 FS Y0
£fags bARS
13 165 FS 0
. =
) T 4 i
d FWD CLUB. 7 PLACE COUCH AFT
g T Tee= =T
A5 T 3
1—1 Ve e :s.%m i i
2455 CASS 2ALS paLs _A‘
: " rs1e 12 a|rs o Fs 220
[ [antei) L
UCHAIR, 4 PLACE COUCH FWD
T - L
PASS PEIS ALL PALE " !
£l s | esamffirsoe | esnes IT 0 i
:2 } ] oass gt b Pass PALS
\ "]vs.\x [EETAH AT F8 2l
i 1 !
) CHAIR, 4 PLACE COUCH AFT ]

NOTES:

The cabin seating may be arranged in different combinations. The diagrams marked X abave represent the seating
arrangement established for this airplane prior to delivery. The passenger locations shown on the designated diagram are
averages, Additionat data for modified arrangements are noted, No diagrams are incleded for Hi-density variations.

October, 1984



BEECHCRAFT

Section VI
King Air B100 Wt & Bal/Equip List
USEFUL LOAD WEIGHTS AND MOMENTS
OCCUPANTS
USE
COLUMNS CREW _ CHAIR POSITIONS
MARKED F.S. 129 F.S_ 169 F.S. 174 F.S. 204 F.S. 220 FS. 250 S
X = X \/ X X
WEIGHT MOMENT/100
80 103 135 139 163 176 200 203
90 116 152 157 184 198 225 229
100 129 169 174 204 220 250 254
110 142 186 191 224 242 275 279
120 155 203 209 245 264 300 305
130 168 220 226 265 286 325 330
140 181 237 244 286 308 350 356°
150 194 254 261 306 330 375 381
160 206 270 278 326 352 400 406
170 219 287 206 347 374 425 432
180 232 304 313 367 396 450 457
190 245 321 331 388 418 475 483
200 258 338 348 408 440 500 508
210 271 355 365 428 462 525 533
220 284 372 383 449 484 550 559
230 297 389 400 469 506 575 584
240 310 406 418 490 528 600 610
OCCUPANTS
USE AFT FOLD-UP SEATS LAVATORY SEAT
COLUMNS
MARKED | FS.316 | FS. 330 ] F.S. 292 |FsS. 314 | F.S. 335
X =
WEIGHT MOMENT/100
80 253 264 234 251 268
90 284 297 263 283 302
100 316 330 292 314 3as
110 348 363 321 345 369
120 379 396 350 377 402
130 411 429 380 408 436
140 442 462 409 440 469
150 474 495 438 a71 503
160 506 s28 |} 467 502 536
170 537 s61 | 496 534 570
180 569 594 526 565 603
190 600 627 555 597 637
200 632 660 584 628 670
210 664 693 613 659 704
220 695 726 642 691 737
230 727 759 672 722 771
240 758 792 701 . 754 BO4
October, 1984
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Section VI

BEECHCRAFT
Wt & Bal/Equip List King Air B100
USEFUL LOAD WEIGHTS AND MOMENTS
OCCUPANTS
USE FOUR PLACE COUCH
COLUMNS FORWARD POSITION AFT POSITION
MARKED F.S. 162 F.S. 182 F.S. 201 F.S. 220 F.S. 206 F.S. 226 F.S. 245 F.S. 264
x —>»
WEIGHT MOMENT/100
80 130 146 161 176 165 181 196 211
90 146 184 181 198 185 203 221 238
100 162 182 201 220 206 226 245 264
110 178 200 221 242 227 249 270 290
120 184 218 241 264 247 271 294 317
130 211 237 261 286 268 294 319 343
140 227 255 281 308 288 316 343 370
150 243 273 302 330 309 339 368 396
160 259 291 322 352 330 362 392 422
170 275 309 342 374 350 384 417 449
180 292 328 362 396 371 407 441 475
190 308 346 382 418 391 429 466 502
200 324 364 402 440 412 452 490 528
210 340 382 422 462 433 475 515 554
220 356 400 442 484 453 497 539 581
230 373 419 462 506 474 520 564 607
g40 389 437 482 528 494 542 588 634
OCCUPANTS
USE TWO PLACE COUCH
COLUMNS FORWARBD CENTER AFT
MARKED F.S. 162 F.S. 180 F.S. 203 F.S. 221 F.S. 244 F.S. 262
x—> | X X
WEIGHT MOMENT/100
80 130 144 162 177 195 210
90 146 162 183 199 220 236
100 162 180 203 221 244 262
110 178 198 223 243 268 288
120 194 216 244 265 293 314
130, 211 234 264 287 317 341
140 227 252 284 309 342 367
150 243 270 305 332 366 393
160 259 288 325 354 390 419
170 275 306 345 376 415 445
180 292 324 365 398 439 472
190 308 342 386 420 464 498
200 324 360 406 442 488 524
210 340 378 426 464 512 550
220 356 396 447 486 537 576
230 373 414 467 508 561 603
240 389 432 487 530 586 629
6-8
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BEECHCRAFT

Section V!
King Air B100 Wt & Bal/Equip List
USEFUL LOAD WEIGHTS AND MOMENTS
BAGGAGE
(Clothing on Hangers) AFT CABIN AFT CABIN
FOYER F.S. 325 F.S. 332
F.S. 292 CONFIGURATIONS | & 1* CONFIGURATION I
WEIGHT >Z
MOMENT/100

10 29 33 33
20 58 65 66
30 88 98 100
40 117 130 133
50 146 163 166
60 175 195 199
70 204 228 232
80 234 260 266
90 263 293 299
100 292 325 332
200 650 664
300 975
370 1203
400 1300
410 1333

“Refer to DIMENSIONAL AND LOADING DATA, this section.

CABINET CONTENTS

Chart Forward Aft Foyer
Cases Cabinet Cabinet Cabinet Couch Drawers
F.S. 145 F.S. 155 F.S. 270 F.S. 284 FS. 171 | Fs. 212 | Fs. 253
WEIGHT MOMENT/100
10 14 16 27 28 17 21 25
20 29 31 54 57 34 42 51
30 44 47 81 85 51 64 76
40 s8 62 108 114
50 72 78 135 142
60 93 162 170
70 109 189 199
80 124 216 227
90 140 243 256
100 155 270 284
October, 1984
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Section VI BEECHCRAFT
Wt & Bal/Equip List King Air B100
USEFUL LOAD WEIGHTS AND MOMENTS
CARGO
COM PARTﬁENT’
A B C D E
F.S. 143-190 F.S. 190-230 F.S. 230-270 F.S. 270-310 F.S. 310-348
CENTROID
Fs.167 | Fs.210 | Fs.2s0 | Fs. 290 | Fs. 325
WEIGHT MOMENT/100

10 17 21 25 29 33

20 33 42 50 58 65

30 50 63 75 87 98

40 67 84 100 116 130

50 84 105 125 145 163

60 100 126 150 174 195

70 117 147 175 203 228

80 134 168 200 232 260

Q0 150 189 225 261 293
100 167 210 250 290 325
200 334 420 500 580 650
300 501 630 750 870 975
400 668 840 1000 1160 1300
410 685 861 1025 1189 1333
500 835 1050 1250 1450
550 919 1155 1375 1595
600 1002 1260 1500
700 1169 1470 1750 NOTE: All cargo must be
800 1336 1680 2000 supported by the seat tracks
830 1386 1743 2075 in a uniform distribution ang
860 1436 1806 tied down o the tracks by an
880 1470 FAA approved method.

“Refer to LOADING DATA CARGO CONFIGURATION, this section.

October, 1984



BEECHCRAFT

Section VI
King Air B100 Wt & Bal/Equip List
USEFUL LOAD WEIGHTS AND MOMENTS
USABLE FUEL
6.4 LB/GAL 6.5 LB/GAL 6.6 LB/GAL 6.7 GAL
GALLONS WEIGHT | MOMENT | WEIGHT | MOMENT | WEIGHT | MOMENT WEIGHT | MOMENT
100 100 100 100

10 64 99 65 100 66 102 67 103

20 128 198 130 201 132 204 134 207

30 192 297 195 302 198 306 201 311

40 256 423 260 430 264 437 268 443

50 320 540 325 548 330 557 335 565

80 384 661 390 671 396 681 402 692

70 448 785 455 797 462 810 469 822

80 512 908 520 922 528 936 536 951

a0 576 1025 585 1041 584 1057 603 1073
100 640 1142 650 1160 660 1178 670 1196
110 704 1261 715 1280 726 1300 737 1320
120 768 1380 780 1402 792 1423 804 1445
130 832 1499 845 1522 858 1546 871 1569
140 896 1616 910 1642 924 1667 938 1692
150 960 1735 975 1762 990 1789 1005 1816
160 1024 1852 1040 1881 1056 1910 1072 1939
170 1088 1971 1105 2002 1122 2033 1139 2064
180 1152 2090 1170 2122 1188 2185 1206 2188
190 1216 2208 1235 2243 1254 2277 1273 2312
200 1280 2323 1300 2360 1320 2396 1340 2432
210 1344 2437 1365 2475 1386 2513 1407 2551
220 1408 2551 1430 2591 1452 2631 1474 2671
230 1472 2664 1485 2706 1518 2748 1541 2789
240 1536 2779 1560 2823 1584 2866 1608 2910
250 1600 2896 1625 2941 1650 2986 1675 3031
260 1664 3012 1680 3059 1716 3108 1742 3153
270 1728 3131 1755 3180 1782 3228 1809 3277
280 1792 3247 1820 3298 1848 3349 1876 3399
290 1856 3365 1885 3418 1914 3470 1943 3523
300 1920 3483 1950 3537 1980 3592 2010 3646
310 1984 3602 2015 3658 2046 3715 2077 3771
320 2048 3720 2080 3778 2112 3836 2144 3894
330 2112 3839 2145 3898 2178 3959 2211 4019
340 2176 3961 2210 4023 2244 4085 2278 4147
350 2240 4084 2275 4147 2310 4211 2345 4275
360 - 2304 4209 2340 4275 2376 4341 2412 4407
370 2368 4336 2405 4404 2442 4471 2479 4539
380 2432 4460 2470 4530 2508 4600 2546 4669
388 2483 4554 2522 4625 2561 4697 2600 4768
400 2560 4709 2600 4783 2640 4856 2680 4930
410 2624 4839 2665 4914 2706 4990 2747 5065
420 2688 4967 2730 5045 2772 5123 2814 5200
430 2752 5097 2795 5176 2838 5256 2881 5336
440 2816 5229 2860 5311 2904 5393 2948 5474
450 2880 5360 2925 5443 2970 5527 3015 5611
460 2844 5494 2990 5579 3036 5665 3082 5751
470 3008 5626 3055 5713 ?ﬂZr 5801 3149 wg

October, 1984



Section VI

BEECHCRAFT
Wt & Bal/Equip List

King Air B100

LOADING INSTRUCTIONS

It is the responsibility of the airplane operator to insure that the airplane is properly loaded. At the time of delivery, Beech
Aircraft Gorporation provides the necessary weight and balance data to compute individual loadings. All subsequent
changes in airplane weight and balance are the responsibility of the airplane owner and/or operator.

The basic empty weight and moment of the airplane at the time of delivery are shown on the Basic Empty Weight and
Balance form. Useful load items which may be loaded into the airplane are shown on the Useful Load Weight and
Moment tables. The minimum and maximum moments approved by the FAA are shown on \he Moment Limits vs Weight
graph or table. These moments correspond to the forward and aft center of gravity flight limits for a particular weight. All
moments are divided by 100 to simplify computations.

COMPUTING PROCEDURE

Record the basic empty weight and moment from the Basic Empty Weight and Balance form (or from the latest
superseding forms). The moment must be divided by 100 to correspond to Useful Load Moments.

2. Record the weight ang corresponding moment of each item to be carried. These values are found on the Useful
Load Weight and Moment tables.

3. Total the weight column and moment column. The total weight without usable fuel must not exceed the Zero Fuel
Weight limitations of 9600 pounds. All weight in excess of this limitation must be fuel in the main fuel system. The
auxiliary tanks may be used only when the main tanks are completely filled. The total weight must not exceed the

maximum allowable gross weight and {he total moment must be within the minimum and maximum moments shown
on the Moment Limits vs. Weight table or graph.

4 Using the USEFUL LOAD, WEIGHTS AND MOMENTS tables in this section, determine the weight and

corresponding moment of fuel 1o be used by subtracting the amount on boasd on landing from the amount on board
al take-off.

5. For langing configuration weight and balance subtract the weight and moment of fuel o be used from the take-off
weight and moment. The landing weight must not exceed 11,210 pounds. The landing moment must be within the
minimum and maximum moments shown on Moment Limits vs Weight table or graph for that weight. if the total
moment is less than the minimum moment allowed, useful load items must be shifted aft, or forward load items
reduced. If the total moment is greater than the maximum moment allowed, usefut load items must be shifted

forward, or aft load items reduced. 1f the quantity or location of load items is changed. the calculations must be
revised and the moments rechecked.

6. Loadings may be made on the Weight and Balance Loading Form.

October, 1984



BEECHCRAFTY
King Air B100

Section V!

Wt & Bal/Equip List

WEIGHT AND BALANCE LOADING FORM

SERIAL NO: REGISTRATION NO: DATE:
; ]
PAYLOAD COMPUTATIONS E ITEM WEIGHT| MOM/100
F
ITEM 1.| BASIC EMPTY COND.
PASSENGERS OR CARGO |WEIGHT|MOM/100
NO. LOCATION (ROW, F.S., ETC) 2.| piLoT
3.| PILOT'S BAGGAGE
4.| EXTRA EQUIPMENT
5. TOTAL PAYLOAD
"6.| suBTOTAL
" | :ZERO FUEL COND. DO
_|. NOT EXCEED 9600 LBS
7.| FUEL LOADING
.8.| suBTOTAL . . |
.| 'RAMP CONDITION
9.| °LESS FUEL FOR START,
TAXI, AND TAKE-OFF
lswarora | -
- | TAKE-OFF CONDITION - |
BAGGAGE Getih e e
11.| LESS FUEL TO
CABINET CONTENTS * DESTINATION
i
TOTAL PAYLOAD | ANDING CONDITION -

12

“Fuel for start, taxi and take-off Is normally 75 Ibs at an average moment/100 of 155

October, 1984
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Section Vi ' BEECHCRAFT
Wt & Bal/Equip List King Alr B100

WEIGHT AND BALANCE LOADING FORM

SERIAL NO: REGISTRATION NO: DATE:

R
PAYLOAD COMPUTATIONS E ITEM WEIGHT | MOM/100
F
ITEM 1.| BASIC EMPTY COND.
PASSENGERS OR CARGO WEIGHT| MOM/100
NO. LOCATION (ROW, F.S., ETC) 2.| PILOT

3.| PILOT'S BAGGAGE

4.| EXTRA EQUIPMENT

5.| TOTAL PAYLOAD

. :;sua TOTAL A 3 I
<ZERO FUEL com: DO e e ] s
01' EXCEED seoo LBS RN SR

7.1 -FUEL LOADING

.

"RAMP. GoN Dmou'

8.| *LESS FUEL FOR START,
TAXI, AND TAKE-OFF

TAKE-OFF COND[TION

BAGGAGE
11.| LESS FUEL TO
CABINET CONTENTS " DESTINATION

TOTAL PAYLOAD '_\LANDINGCONDITION

Tiaden

*Fus! for start, tax| and take-off is normally 75 (bs st an average moment/100 of 155

6-14 October, 1984



BEECHCRAFT Section Vt
King Air B100 Wt & Bal/Equip List
WEIGHT AND BALANCE LOADING FORM
SERIAL NO: REGISTRATION NO: DATE:
R
PAYLOAD COMPUTATIONS E ITEM WEIGHT | MOM/100
F
ITEM 1.| BASIC EMPTY COND.
PASSENGERS OR CARGO |WEIGHT|MOM/100
NO. LOCATION {ROW, F.S., ETC) 2.| MLOT
3.| PILOT’S BAGGAGE
4.| EXTRA EQUIPMENT
5. TOTAL PAYLOAD
"6.| suBTOTAL
‘" [ "ZERO FUEL COND. DO
. —.|..NOT EXCEED 9600 LBS °
7.| FUEL LOADING
.8 éu.s-'iqTAL' S e
‘RAMP CONDITION .. =
9.| *LESS FUEL FOR START,
TAXI, AND TAKE-OFF
10.|.SUBTOTAL - . = -o |’
_ . TAKE-OFF CONDITION |
BAGGAGE ’ S |
11.| LESS FUELTO
CABINET CONTENTS " DESTINATION
TOTAL PAYLOAD 12.| LANDING CONDITION
*Fuel for start, taxi and taks-off (s normally 75 lbs at an average moment/100 of 155
October, 1984 6-15



Section VI BEECHCRAFT
Wt & Bal/Equip List King Air B100
WEIGHT AND BALANCE LOADING FORM
SERIAL NO: REGISTRATION NO: DATE:
R
PAYLOAD COMPUTATIONS £ ITEM WEIGHT | MOM/100
F
ITEM 1.| BASIC EMPTY COND.
PASSENGERS OR CARGO |WEIGHT|MOM/100
NO. LOCATION (ROW, F.S., ETC) 2.| ptLOT
3.| PILOT'S BAGGAGE
a.| EXTRA EQUIPMENT
5.| TOTAL PAYLOAD
'6.| suBTOTAL . -
* | .ZERO FUEL COND. DO
_NOTEXCEED 9600 LBS
7.| FUEL LOADING
.8.| SUBTOTAL |
RAMP CONDITION
9.| *LESS FUEL FOR START,
TAX), AND TAKE-OFF
10.| SUBTOTAL = -
| TAKE-OFF CONDITION
BAGGAGE :
11.| LESS FUEL TO
CABINET CONTENTS * DESTINATION
TOTAL PAYLOAD 12, ~

' LANDING CONDITION

“Fusl for start, taxl and take-off |1s normally 75 (bs at an average

moment/100 of 155

October, 1984



Section Vi
Wt & Bal/Equip List

BEECHCRAFT
King Air B100

WEIGHT AND C.G. DIAGRAM
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BEECHCRAFT
King Air B100

Section Vi

Wt & BalVEquip List

MOMENT LIMITS VS WEIGHT GRAPH
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Bragg Avionics, Inc. « 855 N. St. Johns Bluff Road * Jacksonville, FL 32225
(904) 564-1717 + (904) 564-1718 - braggave@belisouth.net « FAA Repair Station #UV1R546K

04/03/09 King Air B100 SN BE-126 N248JH
Weight and Balance
Previous information Date: 10/18/2007 from Weight and Balance
item {n/Out Weight Arm
Previous Information ~ 7746.24 179.95
Narco ELT 110 and Antenna Out -5.00 382.00
C406-1 ELT Unit In 3.36 382.00
452-5050 Mounting Tray In 0.44 382.00
452-3052 Top Cover In 0.42 382.00
452-5052 Mount Cap In 0.24 382.00
110-340 Antenna n 1.40 382.00
Totals ~ 7747.10 179.97
1394236.74 divided by 774710 equals 179.97
(total moment) (new empty weight) (new CG)
The new empty weight is 7747.10 pounds.
The new empty center of gravity is 179.97 inches aft of datum.
The new useful load is 4127.90 pounds at 11875.00 gross weight.

Moment
1393908.22
-1910.00
1283.52
168.08
160.44
91.68
534.80
1394236.74

See Aircraft Fiight Manual for center of gragvity Jimits.
Signature: % ‘A
LAR A W



BRAGG AVIATION ELECTRONICS, INC.
JACKSONVILLE, FLORIDA 32225
CRAIG AIRPORT (904) 641-8533

FAA Approved Repair Sfation UV1R546K

AIRCRAFT WEIGHT & BALANCE REPORT

Weight & Balance changes dated: 10/18/2007
Previous information date: 11/3/2006 from Weight & Bajdnce
/

AIRCRAFT TYPE: BEECH MODEL:: B0
SERIAL #: BE-126 REGISTRATION #: / N248JH

ITEM IN ouT WEIGHT | /ARM MOMENT
PREVIOUS INFORMATION ~ ~ 7746.24/] 179.95 | 1393908.22
GARMIN GNS 500 GPS ~ X -7.2¢/ | 101.00 -727.20
GARMIN GA-56 GPS ANTENNA ~ X -0A0 117.00 -58.50
GARMIN GNS500W MFD/GPS X ~ /7.20 101.00 727.20
GARMIN GA-35 WAAS GPS ANT. X ~ 0.50 117.00 58.50
TOTALS ~ ~ 7746.24 | 179.95 | 1393908.22

1393908.22 divided by 7746.24/ equals 179.95
(total moment) {(new empty weight) (new CG)
The new emply weight is 7746.24 pound
The new empty center of gravity is inches aft of datum.
The new useful foad is 4128.76 /pounds at 11875 gross weight.
See Aircraft Flight Manuat for cenf#r of gravity limits.
Signature: /ﬂ’)ﬂ Y~ Date: 10/18/2007
LR 4




BRAGG AVIATION ELECTRONICS, INC.
JACKSONVILLE, FLORIDA 32225
CRAIG AIRPORT (904) 641-8533

FAA Approved Repair Station UViR546K

AIRCRAFT WEIGHT & BALANCE REPORT

Weight & Balance changes dateq: 11/3/2006
Previous information dater 3/21/2005 from Weighl & Bala
AIRCRAFT TYPE: BEECH MODEL.:: B10g"

SERIAL #: BE-126 REGISTRATION #: / N248JH

ITEM IN OouT WEIGHT | ARM MOMENT
PREVIOUS INFORMATION ~ ~ 7739.90 | A80.12 | 1394120.10
GARMIN GA 55 ANTENNA X ~ 0.50 , 128.00 64.00
GARMIN GDL 69 DATA LINK X ~ 2.80/ | 76.00 212.80
GARMIN GMA 340 AUDIO PANEL X ~ 1.0 106.00 180.20
AMERIKING AK 551-18M INV. X ~ Z.50 75.00 262.50
L3 SKY 497 RT 805-10800-001 X ~ / 9.82 79.00 77578
L3 SKY 497 ANT 805-10890-001 X ~ /A 230 158.00 363.40
SIGTRONICS SPA400 ICS ~ X/ -0.28 102.00 -28.56
COLLINS 356C-4 1ISO AMP ~ X -1.00 72.00 -72.00
COLLINS 3506F-3 SPK AMP ) ~ / X -2.00 72.00 -144 00
AVTECH 50-384198 FILTER ~ /X -1.00 72.00 -72.00
WIRING & PLUGS ~ / X -3.00 85.00 -255.00
PIONEER KP 575 STEREO / X -5.00 271.00 -1355.00
AUDIO AMP 50-384191 Pz X -2.00 72.00 -144.00
TOTALS ~ ~ 7746.24 | 179.95 | 1393908.22

1383908.22 divided 7746.24 equals 179.95
(total moment) (new empty weight) (new CQ)

The new emply weightl is” 7746.24 pounds.
The new empty ceptér of gravity is ~ 179.95 inches aft of datum.

%W Date: 11/3/2006




BRAGG AVIATION ELECTRONICS, INC.

JACKSONVILLE, FLORIDA 32225
CRAIG AIRPORT (904) 641-8533

FAA Approved Repair Station UV1R546K

SUPPLEMENTAL EQUIPMENT LIST

AIRCRAFT TYPE: BEECH MODEL:: B100
SERIAL #: BE-126 REGISTRATION N248JH
ITEM IN |OUT| WEIGHT | ARM MOMENT

GARMIN GA 55 ANTENNA X | ~ 0.50 128.00 64.00
GARMIN GDL 69 DATA LINK X | ~ 2.80 76.00 212.80
GARMIN GMA 340 AUDIO PANEL X | ~ 1.70 106.00 180.20
AMERIKING AK 551-18M INV. X ~ 3.50 75.00 262.50
L3 SKY 497 RT 805-10800-001 X ~ 9.82 79.00 775.78
L3 SKY 497 ANT 805-10890-001 X ~ 2.30 158.00 363.40

=] ﬁ

Signature:

Date:

-2— 04




' Form Approved
MAJOR REPAIR AND ALTERATION GMB No. 2120-0020

U S. Department (Airframe, Powerplant, Propeller, or Appliance) For FAA Use Only
' of Transportetion ¢ . Office Identification

Federal Aviation
Adminigtration

INSTRUCTIONS: Print or type all entries. See FAR 43.9, FAR 43 Appendix B, and AC 43.9-1 (or subsequent revision thereof) for instructions and
disposition of this form. This report is required by law (49 U.S.C. 1421). Failure to report can result in a civil penaity not to exceed $1000 for each
such violation (Section 901 Federal Aviation Act of 1958)

Make: Beech Model: B100
1. Aircraft _
Senal No: BE-126 Nationality and N248JH
Registration Mark
Name (As shown on registration certificate) Address (As shown an registration certificate)
2. Owner EXECUTIVE AIR TRANSPORTATION LLC 3511 SILVERSIDE RD STE 105
WILMINGTON, DELAWARE 19810
3. For FAA Use Only
4. Unit Identification 5. Type
Unit Make Model Serial No. Repair Alteration
Airframe -—---—-—-——— (As described in Item 1 above) X
Powerplant
Propeller
Appliance |Type
Mnfetr
6. Conformity Statement
A. Agency’s Name and Address B. Kind of Agency C. Ceriificate No.
U.S. Certificated Mechanic
8585r38%9JA;’1'°"i§'|5 lﬁ?tl:?d Foreign Certificated Mechanic UVIRS46K
. Johns Blu ; - - -
Jacksonville, Florida 32225 X_|[Certificated Repair Station
Manufacturer

D. ) certify that the repair and/or alteration 10 the unit(s) identified in item 4 above and described on the reverse or
attachments hereto have been made in accordance with the requirements of Pant 43 of the U.S. Federal Aviation
Regulations and that the information furnished herein is true and correct to the best of my knowledge.

Date: 4/03/09 Signature of Autho%al

7. Approval for Return to Servi€e

Pursuant to the authority given persons specified below, the unit identified in item 4 was inspected in the manner
prescribed by the Administrator of the Federal Aviation Administration and is ( X ) Approved ( )Rejected

FAA FR. Standards Inspector Manufacturer Inspection Authorization Other (specify)
BY FAA Designee X [Repair Station Person Appr. by Transpon
Canada Airwgrthiness Group
Date of Approval or Rejection Certificate or Designation No. Signature of Hithpfized idual
4/03/09 UVIRS46K

FAA Form 337 "T//’



NOTICE
Weight and balance or operating limitation changes shall be entered in the appropriate aircraft record. An alteration must be comnpatible with all
previous alterations to assure continued conformity with the applicable airworthiness requirements.

8. Description of Work Accomplished
()f more spacs is required, attach additional sheets, (dentify with aircraft nationality and registration mark and date work completed.)

N248JH

Remove Narco ELT110 system and install new Artex C-406-1 ELT system in same location provided by
manufacturer. This includes ELT unit, antenna, remote switch/annunciator assembly and buzzer. This unit was tested
ang inspected in accordance with FAR 91.207D.

To ensure continued reliability and airworthiness this ELT will be inspected annually per FAR 91.409. FAR 43
Appendix O.

The unit(s) are installed in accordance with the factory installation manual(s).

Artex 570-5001 Rev. B.

This installation was accomplished in accordance with: AC 43.13-1B8, Chapter 5, Section 1, Chapter 11, Section 2, 3,
4,5 7, AC 43.13-2A,

A ground test was performed and found satisfactory.

This installation will not cause a hazard to other aircraft systems, or operation of the aircraft, or it's occupants.

The calculated electrical load remains within 80% of the system capacity.

The aircraft weight has been revised.

1. Introduction: Artex C-406-1, 110-340, 452-5050, 345-6198-04, 130-4004, 452-5052, 452-3052, 455-7421.
2. Description: Artex C-406-1 is a 406MHz ELT unit. 110-340 is an ELT antenna. 452-5050 is 2 mounting tray. 345-

B186-04 is a remote switch. 130-4004 is a remote buzzer. 452-5052 is a mount cap. 452-3052 is a top cap. 455-7421
is an install kit.

3. Control Ops Info: Consult owner's manuals for OPS.

4. Service Information: Unit(s) will notify operator of service needs.

5. Maintenance Information: Unit(s) will notify operator of any failures.

6. Trouble Shooting Information: Unit(s) has self test.

7. Removal and Replacement Information: Power off, unscrew remove, reverse to install.
8. Diagrams: None

9. Special Inspections: None

10. Application of Special Treatments: None

11. Data Relative: None

12. List of Special Tools: None

13. Commuter Category Requirements: None

14. Recommended Overhaul Periods: None

15. Airworthiness Limitations: None

16. Revision: For any revisions to these instructions for continued airworthiness, a letter will be submitted to the local
FAA FSDO.

END

Additional Sheets Are Attached U.S. GPO: 1994-568-012/00019




Form A|5|:uo\.re(§1.002
. MB No. 212
p MAJOR REPAIR AND ALTERATION - oM o 0
(Airframe, Powerplant, Propeller, or Appliance) For FAA Use Only

'J.S. Department
YT Transportation
Federal Avigtion
Adminigtration

Office Identification

INSTRUCTIONS: Print of type all entries. See FAR 43.9, FAR 43 Appandix B, and AC 43,9-1 {or subsequent ravision thereof) for instructions and
disposilion of this form. This report is cequired by law (49 U.S.C. 1421). Failure to report can result in a civil penaity not to exceed $1000 for each
such viclation (Section 901 Federal Aviation Act of 1958) .

Make: BEECH Model: B160

1. Aircraft
Serial No: BE-126 - Natlonality and N248JH
_Registration Mark
Name (As shown on registration certificate) Address (As shown on registration cetificate)
2. Owner EXECUTIVE KING AIR TRANSPORTATION 3511 SILVERSIDE RD STE 105
INC WILMINGTON, DELAWARE 198104902
3. For FAA Use Only
4. Unit Identification 5. Type
Unit Make _ Model Serial No. - Repair Alteration
Alrframe — (As described in ltem 1 above) X
"owerplant
Propelier f
Appliance |Type
Mnfctr
6. Conformity Statement
A Agency’s Name and Address B. Kind of Agency C. Certificate No.
U.S. Certificated Mechanic
8’398% ?\éitazion E"'}gﬁf”gg Inc. Foreign Certificated Mechanic UVIRS546K
Johns Blu . - - -
Jacksonville, Florida 32225 X | Certificated Repair Station
Manufacturgr

D. | certify that the repair and/or alteration to the unit(s) identified in item 4 above and described on the reverse or
attachments hereto have been made in accordance with the requirements of Part 43 of the U.S. Federal Aviation
Regulations and that the information fumished herein is true and correct to the best of my knowledge.

Date: 10/18/07 Signature of Authorized |n‘div/idz /
W A/

7. Approval for Return to Service

Pursuant to the authority given persons specified below, the unit identified in item 4 was inspected in the manner
prescribed by the Administrator of the Federal Aviation Administration and Is ( X ) Approved ( )Rejected

FAA Fit. Standards Inspector Manufacturer . Inspection Authorization Other (specify)
Y FAA Designee X |Repair Station Person Appr. by Transpon
Canada Airworthiness Group

FAA Form 337

Date of Approval or Rejection Certificate or Dasignation No. Signature o j viduat
10/18/07 UV1R546K h/
Vg4




NOTICE
Weight and batance or operating limitation changes shall be entered in the appropriate aircraft record. An alteration must be compatible with all
previous alterations to assure continued conformity with the applicable airworthiness requirements.

8. Description of Work Accomplished
(If more space s required, attach additional sheets. Identify with aircraft nationality and registration mark ang date work completed.)

N248JH -
Validated that the previous installation of one GNS 500 was installed [AW with Garmin instructions and approved via
an FAA stamped field approval document on FAA form 337 dated 03/21/05. Verified this aircraft and all interfaced
equipment are covered under the STC AML. This unit was removed and upgraded to a GNS 500W. The existing
location of this unit was determined to meet the field of view requirements without the need for external annunciation.
The existing RG400 coax meets the new requirements. The existing wiring and shielding was inspected and
determined to be JAW the STC AML instaltation data. The existing GA 56 Antenna was removed and replaced with a
GA 35 Antenna using the approved mounting provisions of the previous installation.

A summary of modification done to the aircraft is as follows:

1. Removed Garmin GA 56 Antenna P/N 011-00134-00 and installed Garmin GA 35 Antenna P/N 013-00235-00in
the same location using the provisions left behind from the standard antenna IAW with Garmin upgrade manua! P/N
190-00357-06 revision A and STC SA01933LA.

2. Remove Garmmin GNS 500 P/N 011-00863-00 and installed Garmin GNS 500W P/N 011-01063-40 in the same
location using the provisions left behind from the standard antenna JAW with Garmin upgrade manual P/N 190-
00357-06 revision A and STC SAQ01933LA.

3. The GNS 500W was configured identical to the origina) 500 unit. Each interface was checked out IAW the 500W
installation manual P/N 190-00357-02 section 5. A copy of the checkout log was completed and included with the
aircraft maintenance records.

4. Removed the aircraft flight manual supplement for the GNS 500 and installed a GNS 500W AFMS

P/N 180-00356-63 , FAA approved date 12/21/06 into the aircraft flight manual.

Y
5. Updated the aircraft equipment list and weight and balance to reflect the new WAAS unit. The current electrical
analysis remains valid since the new unit draws the same or less as the original unit.

instructions for continued airworthiness:

1. GNS 500W - Include& Garmin document P/N 190-00356-65, GNS 500W instructions for continued airworthiness in
the aircraft maintenance records.

1. Introduction; Garmin GNS 500W, GA 35

2. Description: Garmin GNS 500W is a MFD and WAAS GPS, GA 35 is a WAAS GPS Antenna

3. Control Ops Info: Consult owner's manuals for OPS.

4. Service Information: Unit{s) will notify operator of servicg needs.

5. Maintenance Information: Unit(s) will notify operator of any failures.

8. Trouble Shooting Information: Unit(s) has self test.

7. Removal and Replacement Information: Power off, unscrew remove, reverse to install.

8. Diagrams: None

9. Special Inspections: None

10. Application of Special Treatments: None

11. Data Relative: None

12. List of Special Tools: None

13. Commuter Category Requirements; None

14. Recommended Overhaul Periods: None

15. Airworthiness Limitations: None :
16. Revision: For any revisions to these instructions for continued airworthiness, a letter will be submitted to the local
FAA FSDO.

END

Additional Sheels Are Altached U.S. GPO: 1994-568-012/00019



U S, Department
/1 of Transportation

Federal Adiation
Administration

MAJOR REPAIR AND ALTERATION
(Airframe, Powerplant, Propeller, or Appliance)

Form Approved
OMB No. 2120-0020

7

For FAA Use Only

Office Identification

INSTRUCTIONS  Pant of type all entries. See FAR 43.9, FAR 43 Appendix B, and AC 43.9-1 {or subsequent revision thereof) for instructions and
disposition of this form, This report is required dy law (49 U.S.C. 1421). Failure to report can result in a civil penalty not to exceed $1000 for each
such violation (Section 901 Federal Aviation Act of 1958)

855 St. Johns Bluff Rd.
Jacksonville, Florida 32225

Foreign Certificated Mechanic

X |Certificated Repair Station

Manufacturer

. Make: BEECH Model: B100
1. Aircraft
Senal No: BE-126 Nationality and N24BJH
Registration Mark
Name (As shown on registration certificate) Address (As shown on registration certificate)
2. Dwner EXECUTIVE KING AIR TRANSPORTATION 3511 SILVERSIDE RD STE 105
iNC WILMINGTON, DELAWARE 19810-4902
3. For FAA Use Only
4. Unit Identification 5. Type
Unit Make Mode| Serial No. Repair Alteration
Airframe - (As described in Item 1 gbove) X
Powerplant
Propelier
Appliance |Type
| Mntetr
| 6. Conformity Statement
A. Agency's Name and Address B. Kind of Agency \C> Certificate No.
U.S. Certificated Mechanic
8ragg Aviation Electronics Inc. UV1IR546K

D. | certify that the repair and/or alteration to the unit(s) identified in item 4 above and described on the reverse or
attachments hereto have been made in accordance with the requirements of Part 43 of the U.S. Federal Aviation
Regulations and that the information furnished herein is true and correct to the best of my knowledge.

Date: 11/3/06

anature of Authonzed Individual

7. Approval for Return to Service

'Pursuant to the authority given persons specified below, the unit identified in item 4 was inspected in the manner
prescribed by the Administrator of the Federai Aviation Administration and is ( X ) Approved ( )Rejected

FAA Fit. Standards Inspector

Manufacturer

Inspection Authorization

Y FAA Designee

X | Repair Station

Person Appr. by Transpon
Canada Airworthiness Group

Other (specrify)

Date of Approval or Rejection
11/3/06

Certificate or Designalion No
UV1IR546K

Signature of Authorized Ingividual

FAA Form 337



B NOTICE
Weight and batance or operating limitation changes shall be entered in the appropriate aircraft record. An alteration must be compatible with al)
previous alterations to assure continued conformity with the applicable airworthiness requirements.

8. Description of Work Accomplished
(If more space is required. attach additional sheets. Identify with aircraft nationality and registration mark and date work completed.)

N48JH

INSTALLED GARMIN GMA 340 AUDIO PANEL IN TOP OF CENTER AVIONICS STACK AND WIRE INTO
SYSTEM. INSTALLED GARMIN GDL 69 DATA LINK RECEIVER {N NOSE COMPARTMENT ON AVIONICS
SHELF, CO-PILOT SIDE. WIRE DATA LINK INTO EXISTING GARMIN GPS 500 DISPLAY. INSTALLED GARMIN
GA-55 DATA LINK ANTENNA ON TOP OF AIRCRAFT TO SKIN ABOVE CO-PILOT SEAT AT STATION #127.75.
INSTALLED AMERIKING AK-551-18M VOLTAGE CONVERTOR IN NOSE COMPARTMENT ON AVIONICS
SHELF. THE GA 55 ANTENNA WAS INSTALLED IN ACCORDANCE WITH FAA FORM 8110-3 DATED 9/15/06,
APPROVED BY DERT-230290-CE.

There is no preventative maintenance required on the installed equipment. The unil(s) are installed in accordance
with the factory instailation manual(s).

This installation was accomplished in accordance with: AC 43.13-1B, Chapter 5, Section 1, Chapter 11, Section 2, 3,
4,5, 7. AC 43.13-2A, Chapter 2, 3.

A ground test was performed and found satisfactory.

This instaliation wilt not cause a hazard to other aircraft systems, or operation of the aircrafi, or it's occupants.

The calculated electrical load remains within 80% of the system capacity.

The aircraft weight and balance has been revised.

1. Introduction: GARMIN GMA 340, GARMIN GDL 69, GARMIN GA-55, AMERIKING AK-551-18M.
2. Description: GARMIN GMA 340 1S AN AUDIO PANEL, GARMIN GDL 69 1S A DATA LINK RECEIVER, GARMIN
GA-55 IS A DATA LINK ANTENNA, AMERIKING AK-551-18M 1S A VOLTAGE CONVERTOR.
3. Control Ops Info: Consuit owner's manwals for OPS.
4. Service Information: Unit(s) will notify operator of service needs.
5. Maintenance Information: Unit(s) will notify operator of any failures.
6. Trouble Shooting Information: Unit(s) has self test.
7. Removal and Replacement Information: Power off, unscrew remove, reverse to install.
8. Diagrams: None
9. Special Inspections: None
10. Application of Special Treatments: None
11. Data Relative: None
12. List of Special Tools: None
13. Commuter Category Requirements: None
14. Recommended Overhaul Pefiods: None
15. Airworthiness Limitations: None
16. Revision: For any revisions to these instructions for continued airworthiness, a letter wili be submitted to the local
FAA FSDO.
END

Additional Sheets Are Attached U.S. GPO: 1894-568-012/00019




MAJOR REPAIR AND ALTERATION

Form Approved
OMB No. 2120-0020

U.S. Departmert (Airframe, Powerplant, Propeller, or Appliance) For FAA Use Only

of Transportation

Federal Aviation
Adminigtration

Office Identification

INSTRUCTIONS: Print or type all entries. See FAR 43.9, FAR 43 Appendix B, and AC 43.9-1 (or subsequent revision thereof) for instructions and
disposition of this forrn.  This report is required by law (49 U.S.C. 1421). Failure to report can result in a civil penalty not to exceed $1000 for each

such violation (Section 301 Federal Aviation Act of 1958)

. Make: BEECH Mode!: B100
1. Aircraft
Serial No: BE-126 Nationality and N248JH
Registration Mark
Name (As shown on registration certificate) Address {As shown on registration certificate)
2. 0owner EXECUTIVE KING AIR TRANSPORTATION 3511 SILVERSIDE RD STE 105
INC WILMINGTON, DELAWARE 19810-4902
3. For FAA Use Only
4. Unit Identification 5. Type
Unit Make Model Serial No. Repair Alteration
Airframe ———— (As described in ltem 1 above) X
Powerplant
Propeller
Appliance |Type
Mnfctr
6. Conformity Statement
A. Agency's Name and Address B. Kind of Agency C. Cedtificate No.

U.S. Certificated Mechanic

Bragg Aviation Electronics Inc.

Foreign Certificated Mechanic UVIRS46K

855 St. Johns Biuff Rd.

Jacksonville, Florida 32225 X

Certificated Repair Station

Manufacturer

D. | certify that the repair and/or alteration to the unit(s) identified in item 4 above and descnbed on the reverse or
attachments hereto have been made in accordance with the requirements of Part 43 of the U.S. Federal Aviation
Regutations and that the information furnished herein is true and correct to the best of my knowledge.

Date: 11/3/06 Signature of Authorized Ingividual

7. Approval for Return to Service

Pursuant to the authority given persons specified below, the unit identified in item 4 was inspected in the manner
prescnbed by the Administrator of the Federal Aviation Administration andis ( X ) Approved ( )Rejected

FAA Fit. Standards Inspector Manufacturer Inspection Authorization Other (specify)

BY FAA Designee X |Repair Station Person Appr. by Transpon
Canada Airworthiness Group
Date of Approval or Rejection Certificate or Designation No. Signature of Authorized (ndividual
11/3/06 UV1R546K

FAA Form 337




NOTICE

Weight and balance or operating limitation changes shali be entered in the approgriate aircraft record. An alteration must be compatible with all
previous alterations to assure continued conformity with the applicable airworthiness requirements.

8. Description of Work Accomplished
(If mare space is required, attach additional sheets. Identify with aircraft nationality and registration mark and date work completed.)

N48JH

INSTALLED L3 SKY 497 RT P/N 805-10800-001 IN NOSE COMPARTMENT ON AVIONICS SHELF, CO-PILOT
SIDE. INSTALLED L3 SKY 497 ANTENNA P/N 805-10890-001 ON TOP OF AIRCRAFT TO SKIN AT STATION
151.75. WIRE SYSTEM INTO EXISTING GARMIN GPS 500 DISPLAY. THE SKY 497 ANTENNA WAS INSTALLED
IN ACCORDANCE WITH FAA FORM 8110-3 DATED 9/15/06, APPROVED BY DERT-230280-CE. THIS SYSTEM
WAS INSTALLED IN ACCORDANCE WITH STC #SA00733CH AS A FOLLOW ON APPROVAL REFERENCE
BULLETIN FSAW 98-04B. AN FAA APPROVED FLIGHT MANUAL SUPPLEMENT WAS PROVIDED AND PLACED
IN THE AIRCRAFT FLIGHT MANUAL.

There is no preventative maintenance required on the instalied equipment. The unit(s) are installed in accordance
with the factory installation manual(s).

This installation was accomplished in accordance with: AC 43.13-1B, Chapter 5, Section 1, Chapter 11, Section 2, 3,
4,5, 7, AC 43.13-2A, Chapter 2, 3.

A ground test was performed and found satisfactory.

This installation will not cause a hazard to other aircraft systems, or operation of the aircraft, or it's occupants.

The calculated electrical load remains within 80% of the system capacity.

The aircraft weight and balance has been revised.

1. Introduction:L3 SKY 497 RT P/N 805-10800-001, L3 SKY 497 P/N 805-10890-001.
2. Description: L3 SKY 497 RT P/N 805-10800-001 IS A TRAFFIC ADVISORY SYSTEM
RECEIVER/TRANSMITTER, L3 SKY 497 P/N 805-10890-001 tS AN L BAND ANTENNA.
3. Control Ops Info: Consult owner's manuals for OPS.
4. Service Information: Unit(s) will notify operator of service needs.
5. Maintenance tnformation: Unit(s) will notify operator of any failures.
6. Trouble Shooting Information: Unit(s) has self test.
7. Removal and Replacement Information: Power off, unscrew remove, reverse to install.
8. Diagrams; None
9. Special Inspections: None
10. Application of Special Treatments: None
11. Data Relative: None
12. List of Special Tools: None
13. Commuter Category Requirements: None
14. Recommended Overhaul Periods: None
15. Airworthiness Limitations: None
16. Revision: For any revisions to these instructions for continued airworthiness, a letter will be submitted to the local
FAA FSDO.
END

Additional Sheets Are Attached U.S. GPO: 1994-568-012/00019



communications

Avionlcs Systems
5353 52" Street, S.E.
Grand Rapids. MI 40512-9704, USA
Tel: 616-949-8600
www.|-3com.com/as

November 2, 2006
Michael Bragg

Bragg Aviation Electronics
855 North St. Johns Bluff Rd

Subject: STC SA00733CH Permission for Use
Dear Mr. Michael Bragg,

L-3 Communications Avionics Systems, Inc. (hereafter L-3) is granting Bragg Aviation
Electronics permission to use STC SA00733CH which installs the L-3 SkyWatch 497.

The STC and the associated data may be used with this written permission from L-3 as a
reference for follow on field approvals of SkyWatch 497.

If you have any questions in regard to this letter, please contact me at 616-285-4283 or e-mail
lina.spross@i-3com.com.,

Regards,
Gina Hnoss
Lina Spross

Engineering Manager,
Avionics Certification

cc: Car] Groening

L-3 Communications
Avionics Systems



SB#75 ~ ATTACHMENT 1.

Huited Sintes of Antrrien

Bepartment of Transportation -- Fredecal Abiation Administration

Supplemental Type Qertificate

t ] ,/
Nberoadinr snomacn

Rz “"“"’/"f“'/" Asrer/ fe BFGoodrich Avionics Systems, Inc.
1105 Schrock Road, Suite 800
Cohunbus, OH 43229-0229

eenlfies Lhal e chamge im IRe Lypie disiyn Sor Mhe follorming prodecel 1eaih e lametalions and condilions
(hemefoum b sprevsfoncd Kemeon cneeld 2he airiccrtfinoss roymiremonts of T 23 of 7he Federal Aviation
g wlesleows. \

.r.‘-’}"{'yr}u// yj}"ﬂ’/{t‘/ - - \%/’f‘ ?ﬁw/r'/"rrr/n N4 l‘//;/n/».:v; - A23CE
Aluke : Beoch

Al sep sg1C

gf"df/_/;r//;w o %ﬂ' %C‘Vll m//g/r.'
Instaltation of BFGoodrich Aviouics Systems, Inc. SkyWatch Model SKY497 TrafTic Advisory Systemn (TAS) in accordance with
BFGoodrich Drawing List 497-00, Rev. B, dated November 17, 1997, er later FAA approved revision.

SLovimretortinrs wnc? ComelsTrond :
1. Compatihility of this design change with previously approved modifications tust be determined by the instuller.
2. BFGoodrich Aiplane Flight Manuat Supplement, Drawing No. 497-01, Rev. A, FAA approved August 20, 1997, or fater FAA
approved revision, is requinad on board for operation ol the modified airerolt.
{Sce continvtation sheet 3 of 3)

\_6/7;3 r”s///}ﬂ/r renel e Seypyprerliny plortoe s Aol 73 fhe Lorirs /:/ rr///w-(vw/ Aol pevricrin ir 9"//(/ ventil
Serrentloret, eedpevclees, revickod or 1 Lo inalvmnr doele 73 o Ahcrtnise pila (ko é‘V e ABdorsinssdovrlom 0/ A
Grctoper /. Fopesirteom o rilss i st lrom,

Ghute {'/ ﬂ/////;'rr///}wu -~ May 13, 1997 Gorten merssoeodd .
rtr [‘/I:.LJII(’/?I‘(‘ . August 20, 1997 Snte amrvendbed February 23, 1998

.‘7_.;)}/- Aoreclion cf 180 Aortrtinistrator

Alanager, Systems and Flight Test Branch
Chicago Aircraft Certification Office

4 (Sighdiure)
7%( CharlcsZnnlley /(/

(Tutle)

Any elteratlon of this certdZIcats s punifshabl- Ly o fine OF n:t wXtwy=(2ng £1,000, or imprisvapenc not exceedinj J years, or bdth.

FAA Fom BI1H-2(10-68) TAGE I of @ PASES Thi Certirticdte osy be transferred in docordance with FAR 2).47.



SB#75 — ATTACHMENT. 1.

Fluited Siates of Awmerien

Brpartnent of Cransportation - Feiecal Abiation Ahninistration

Supplemental Type Tertificate

(@ontimation Sheet)

.//’(/[.//2 -’/(;/ *  SAQ0733CH

Date of Issuance: August 20, 1997
Date Amended: Februany 23, 1998

Linitertions and Bovrelotions (Contirued):
3. Xf the holder agrees to pennit another person to use this centificate to aker the product, the holder shall give the other person
written evidence of that penission.

..END..,

My alteration of chis certificsle s pualshaple t, 4 fire 0r a~t ¢ ceaing 51,000, or isprisonpent Aot exceeding ) yesrs, or both.

FAA Fond B110-2-1(10-69) PAGE 3 of ! PAAEX Trix certificate ray be Vraasferred ln accordence with FAR 21.47.



Aircraft Weight and Balance Revision

e’ L7

-

\. ',_- £ s
' 7% ' (Tii

[ Tail Number: N2483H Date: 21 March 2005 .
i
Prepared by: Work Order No: /_,/
Timothy Kearns .
Albatross Air Inc . 7
380 Airport Circle g»;pt: Sﬁft'ﬁcate s
Beaver WV 25813 '
Aircraft Make: Model: Serial No: Time: //
Beech B100 BE-126 1350~
Registered Owner: Address: /,
JLEE Industries LLC PO Box 1189 ‘
Beaver WV 25813-1189 -
7
Maximum Weight 11,875 CG Range FWD 181.75 .7 AFT 191
As Received; Date of Previous Weight and Balance: Useful Load: L EW: EWCG: Moment:
26 Dec 2002 4127 L~ 7748 180.02 1394803.5
Notes: 0%
///
///
v Weight Arm Moment
KLN9SOB GPS receiver s -6.3 102 -642.60
KA92 GPS antenna ~”/ -0.5 117 -58.50
RNAV 612 indicator / }t/ -3.0 102 -306.00
Collins ADF-60A receiver and mount ;// Q‘ -5.0 72 -360.00
32 o
D\~
Gables ADF control // \\ 3 -1.0 102 -102.00
/ 0.00 0.00 0.00
Garmin 500 GPS with TAWS ~ 7.2 101 727.20
Garmin GA56 GPS antepn’;/ 0.5 117 58.50
/ 0.00 0.00 0.00
v
s 0.00 0.00 0.00
// New Empty Weight CG New Useful Load
X As falculated Moment 1394120.10
180.12 4135.10
%s Weighed Weight  7739.90
Signature

————

or LicenseNo:

Repair Ageficy-~ 2693851 A&P




380 Airport Circle
Beaver WV 25813
304-255-2717

Weight and Balance Data Sheet

,'Date

Registration Model Serial No.
NI1723WH R100 RE-176 A 1206102
//A
Weight Arm Moment
-
Aircraft as weighed... ... ... ... 10897 1983703.5
\/ p
Less useable fuel................ -3149 O\O 187 -588900
bVl
S
New Totals ... ... .~ <'./(:V748 180.02 1,394,803.5
N
2L \
S
2
NewEmpty/w'éight......,......,, 7748
NcwéréCG 180.02
yééMomentA....‘............ 1,394,803.5
New Useful Load.................. 4052




MAKE Beech

Weight and Baiaiice Report

- MopeEL B100

SERIAL® BE-126

DATUMIS 14" forward of the radome

REGISTRATION# N123VWH

bubble level on the aft baggage compartment floorboard, piumb bob to the cabin

1. Leveling
2. Main wheel weighing point is 2255 (nches aft aft of datum,
3. Actual measured distance from the main weight point centerfine to the 1ail (or nose) point 142 inches.
4. Date of scale calibraton 1(/29/2002 p \ \7
Actual Empty-Weight {/ JL) O
Weight Point Scale Reading \\ ) Tare 7 ) / Net Weight
. 7 14
5. Right 4235\ \ 0 4235
N\
6. Left 3827 p XS 0 3327
7. Tail/Nose K )33 ’Z/\_/ 0 3335
. \— \

8. Total Net Weight ~ 7 S ,(\ 10897

! % NN

\\ /\ %NTE{( OF GRAVITY AS WEIGHED

\ i N\ .
9‘/C>G.re|§ﬁvet main wheel wei b point:
Lo ngnzxuem 7 (/

=——— = 43.46

CG. =
/ ftem 8

10. C.G. relative to datum:
CG. =ltem8 +ltem 2 =

182.04

N

inches aﬂ

of datum.

inches  foryard of main wheef weighing

-

y )

A&P mechanic

2693851

v
-7

/A /0073 Signature

Title

Aircraft weighead with full fuel.
Reproduced by Avantext, Inc.

Cen. Number

December 26, 2002

Date
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BEECHCRAFT

King Air B100 SECTION V“

SYSTEMS DESCRIPTIONS

TABLE OF CONTENTS
SUBJECT PAGE

Airframe
SITUCIUI L e e
Seating Arrangements

Flight Controls
CONTOI SUMACES ... e e
Operating Mechanisms
Electric Horizontal Stabilizer

INStrUMENt PaNel........ e e 7-5
Typical lllustrations (BE-1 - BE-91)
Typical Instrument Panel.. ... e e 7-6
Overhead Light Control Panel ... e 7-6
Fuel Control Panel...... ..o e e 7-7
Right Side Panel.. ... e e 7-7
PABSIAN ... e 7-7

Typical Illlustrations (BE-92 and after)
Typical Instrument Panel
Overhead Light Control Panel ... e 7-8
Fuel Control Panel
Right Side Panel

Annunciator System
Annunciator Panel (BE-1 - BE-01) .. et e 7-10
Warning Annunciators
Caution Annunciators
Advisory Annunciators
Annunciator Panel (BE-92 and after) ...
Warning Annunciators
Caution Annunciators
Advisory Annunciators

GroUNA CON IOl ... e L 7-15

LaNing GeAT. ..ot e e e
Landing Gear Warning System .......................

Manual Landing Gear Extension
Brake System ...

Baggage Compartment

Seats and Seatbelts, and Shoulder Harnesses
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BEECHCRAFT
King Air B100

AIRFRAME
STRUCTURE

The ©eecherafe King Air B100 is an all-metal, low-wing,
twin-engine turbo propeller monoplane with retractable
tricycle landing gear and a moveable horizontal stabilizer.

SEATING ARRANGEMENTS

The pilot and copilot seats are mounted in a separate
forward compartment. Various configurations of passenger
chairs and two- or four-place couch installations may be
installed on the continuous tracks mounted on the cabin
floor. One or two fold-up seats may be installed in the aft
cabin area. The toilet is also equipped for use as a seat.
Seating for up to 15 persons, including crew, is available.
For additional information, refer to the “Cabin Arrangement
Diagram' in Section VI, WEIGHT AND
BALANCE/EQUIPMENT LIST.

FLIGHT CONTROLS
~ CONTROL SURFACES

The airplane is equipped with conventional ailerons, rudder,
and a moveable horizontal stabilizer.

OPERATING MECHANISMS

The King Air B100 is provided with conventional dual
controls. Nose gear steering is accomplished by use of the
individually adjustable rudder pedals. Control surfaces are
operated through push-pull rods and conventional cable
systems terminating in belicranks. Trim tabs on the rudder
and left aileron are adjustable with controls mounted on the
center pedestal through closed cable systems with drive
jackscrew-type actuators. Position indicators for the trim
tabs are integrated with their respective controls. Horizontal

Stabilizer trim is accomplished through the Electric Pitch
Trim system.

ELECTRIC HORIZONTAL STABILIZER

The King Air B100 is equipped with a dual electric horizontal
stabilizer trim system. In normal use the system is activated
by a pedestal mounted switch piacarded PITCH
TRIM-MAIN-ON-OFF, and operated with dual pitch trim
switches on each control wheel. A switch for the standby
system is adjacent to the main trim switch and is placarded
PITCH TRIM-STDBY-ON-OFF. While the standby system is
activated, movement of the stabilizers may be effected by
the alternate switches to the left of the main pitch trim switch
on the pedestal. These alternate switches then take the
ptace of the thumb switches on the control wheel. The

October, 1984

Section Vil
Systems Description

position of the horizontal stabilizer is shown by a pedestal
mounted indicator.

Both the standby trim switches on the pedestal and the
control wheel mounted trim switches are dual-element-type
switches. Both switches on either system move together to
operate the pitch trim. if only one switch is moved, the
circuit should not be completed. A check of the switches is
accomplished during the before takeoff check by moving the
switches individually on both control wheels and on the
pedestal. No one switch alone should operate the system;
operation should occur only by movement of pairs of
switches. Monitor the pitch trim indicator while operating
individual switches. Any movement on the indicator denotes
a malfunctioning system and takeoff should not be made.

The control wheel switches are placarded: PITCH
TRIM-NOSE UP-NOSE DOWN and TRIM REL. By moving
a pair of switches forward, the stabilizer will move to effect a
nose-down trim condition. The movement of the stabilizers
can be stopped immediately by returning the switches to the
center (off) position. Moving the switches aft brings the
airplane to a nose-up trim condition. In the event of a
malfunction that causes the trim motor to continue to run
after the thumb switch has been released, a push button on
the side of the control wheel grip, placarded TRIM REL, acts
to interrupt the circuit until the main switch can be turned off.
Opposing the pilot's switches with the copilot's switches will
cause the trim motion to stop.

The standby switches on the pedestal operate in the same
manner as the main switches;, by movement of a pair of
switches. The standby system has no trim release switch as
does the main system, and is deactivated by moving the
PITCH TRIM-STDBY switch to the OFF position.

An audio stabilizer movement system is installed to advise
the pilot each time the trim system is activated. The signal is
in the form of intermittent tones which come through the
speaker or head phone while the stabilizer is in motion. This
sound is independent of the radio system and will be heard
any time the stabilizer moves.

An out-of-trim warning system is installed to advise the piliot
of a mistrim condition during takeoff. A switch is instalied on
the left throttle quadrant which will activate the warning horn
if the stabilizer trim is not set for takeoff. A squat switch on
the landing gear will deactivate the system on liftoff so that
the trim can function, in any position within its range, without
the horn sounding.

INSTRUMENT PANEL

The floating instrument panel design aliows the flight
instruments to be arranged in a group directly in front of the
pilot and the copilot. Complete pilot and copilot flight
instrumentation is installed, including dual navigation
systems, two course indicators, dual gyro honzons, and
dual turn and slip indicators.

7-5
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The operation and use of the instruments, lights, switches,
and controls located on the instrument panel is explained
under the systems descriptions relating to the subject items.

ANNUNCIATOR SYSTEM

The annunciator system consists of an annunciator panel
centraily located in the glareshield, an annunciator panel
dimming controi, a press-to-test switch, and a fault warning
annunciator. Individual annunciators are of the word-readout
style and are color coded. The press-to-test switch, located
on the right side of the annunciator panel, is provided to test
the lamps. The dimming control is located adjacent to the
press-to-test switch and may be used to increase or
decrease the intensity of the annunciator indicator lamps to
the desired level.

BEECHCRAFT
King Air B100

In the event of a fault, a signal is directed to the respective
channel! in the annunciator panel and lamp intensity rises to
the highest level. If the fault requires the immediate
attention of the pilot, the fault warning annunciator located
on the left end of the annunciator panel will flash. The
flashing fault warning lamp may be extinguished by pressing
the face of the light to reset the circuit, and if the fault is not,
or cannot be, corrected, the indicator lamp in the
annunciator panel will remain illuminated at the lowest
intensity selected on the dimming control. If an additional
fault occurs, and it requires the immediate attention of the
pilot, the appropriate lamp in the annunciator panel will
illuminate and the fault warning annunciator will begin
flashing. Lamp intensities will again increase to the highest
level until the circuit is reset as before. A white, green or
yeliow lamp will not trip the flasher lamp but will increase the
lamp intensity. The lamp can be dimmed by again pressing
the face of the flasher lamp.

ANNUNCIATOR PANEL

(BE-1 thru BE-91)

WARNING ANNUNCIATORS

NOMENCLATURE *COLOR CAUSE FOR ILLUMINATION
L GENERATOR RED Left generator off the line.

L FUEL PRESSURE RED Low fuel pressure on left side.
L FIRE RED Fire in left-engine nacelie.

L BLEED AIR

LINE FAILURE RED Failed left bleed air line.
INVERTER OUT RED The inverter selected is inoperative.
R BLEED AIR

LINE FAILURE RED Failed right bleed air line.

R FIRE RED Fire in right-engine nacelle.

R FUEL PRESSURE RED Low fuel pressure on right side.
R GENERATOR RED Right generator off the line.

*Color Code: Red - Warning; Yellow - Caution; White or Green - Advisory
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CAUTION ANNUNCIATORS
NOMENCLATURE *COLOR CAUSE FOR ILLUMINATION
L BATTERY
CHARGE YELLOW Left battery being charged.
L CHIP DETECT YELLOW Metal particles in left engine oil.
PROP REV
NOT READY YELLOW The landing gear is extended, but the

engine speed levers are not in the full
forward (HIGH RPM) position.

ALT WARN YELLOW Cabin altitude exceeds 10,000 ft.

R CHIP DETECT YELLOW Metal particles in right engine oil.

R BATTERY

CHARGE YELLOW Right battery being charged.
ADVISORY ANNUNCIATORS

NOMENCLATURE *COLOR CAUSE FOR ILLUMINATION

L INLET

ANTI-ICE WHITE Left anti-ice valve open.

L NEGATIVE

TORQUE SYS WHITE NTS test.

L IGNITION WHITE Left-engine igniters firing.

L BETA WHITE Left propeller blade pitch is under

. control of the left power lever.

FUEL CROSSFEED WHITE Crossfeed valve is open.

EXTERNAL POWER GREEN An external power source is connected.

R BETA WHITE Right propeller blade pitch is under

control of the right power lever.

R IGNITION WHITE Right-engine igniters firing.

R NEGATIVE

TORQUE SYS WHITE NTS test.

R INLET

ANTI-ICE WHITE Right anti-ice valve open.

*Color Code: Red - Warning; Yellow - Caution; White or Green - Advisory
October, 1984 7-11
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ANNUNCIATOR PANEL
(BE-92 and After)
WARNING ANNUNCIATORS
NOMENCLATURE *COLOR CAUSE FOR ILLUMINATION
L GEN OUT Red Left generator off the line.
L FUEL PRESS Red Low fuel pressure on left side.
L ENG FIRE Red Fire in left engine compartment.
L BLEED FAIL Red Failed left bleed air line.
A/P DISC Red Autopilot is disconnected.
A/P TRIM FAIL Red Improper trim or no trim from
autopilot trim command.
INVERTER OUT Red The inverter selected is inoperative.
CABIN DOOR Red Cabin door open or not secure.
R BLEED FAIL Red Failed right bleed air line.
R ENG FIRE Red Fire in right engine compartment.
R FUEL PRESS Red Low fuel pressure on right side.
R GEN OUT Red Right generator off the line.
L
CAUTION ANNUNCIATORS
NOMENCLATURE *COLOR CAUSE FOR ILLUMINATION
L CHIP DETECT Yellow Contamination in left engine oit
is detected.
L BAT CHARGE Yeliow Left battery being charged.
REV NOT’ READY Yellow The landing gear is extended, but

ALTITUDE WARN
R BAT CHARGE

R CHIP DETECT

L IGN ON

R IGN ON

the engine speed levers are not
in full forward (HIGH RPM) position.

Yellow Cabin altitude exceeds 10,000 feet.
Yellow Right battery being charged.
Yellow Contamination in right engine oil

is detected.
Yellow Left engine ignition is on.
Yellow Right engine ignition is on.

“Cotor Code: Red - Warning; Yellow - Caution; White or Green - Advisory
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ADVISORY ANNUNCIATORS

NOMENCLATURE *COLOR CAUSE FOR ILLUMINATION

L ENG ANTI-ICE Green Left anti-ice valve open.

L NEG TORQUE Green NTS test.

L BETA Green Left propeller blade pitch is under
control of the teft power lever.

FUEL CROSSFEED Green Crossfeed valve is open.

EXTERNAL POWER Green An external power source is
connected.

R BETA Green Right propeller blade pitch is under
control of the right power lever.

R NEG TORQUE Green NTS test.

R ENG ANTI-ICE Green Right anti-ice valve open.

“Color Code: Red - Warning, Yellow

October, 1984
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GROUND CONTROL

Direct linkage from the rudder pedals allows for nose wheel
steering. When the rudder control is augmented by a main
wheel brake, the nose wheel deflection can be considerably
increased.

The minimum wing-tip turning radius, using partial braking
action and differential engine power, is 33 feet.

FLAPS

Two flaps are installed on each wing. Power is delivered
from an electric motor to a gearbox mounted on the forward
side of the rear spar. The gearbox drives four flexible
driveshafts which are connected to jackscrews, one of
which operates each flap. The motor incorporates a dynam-
ic braking system, through the use of two sets of motor
windings. This feature helps prevent overtravel of the flaps.
A safety mechanism is provided to disconnect power to the
electric flap motor in the event of a malfunction which would

cause any flap to be three to six degrees out of phase with
the other flaps.

The flaps are operated by a siiding switch handie on the
pedestal just below the fuel cutoff and feather levers. Flap
travel, from 0% (full up) to 100% (full down) is registered on
an electric indicator on top of the pedestal. A side detent
provides for quick selection of the APPROACH position
(30% flaps). From the UP position to the APPROACH
position, the flaps cannot be stopped in an intermediate
position. Between APPROACH and DOWN, the flaps can
be stopped anywhere by moving the handle to the DOWN
position until the flaps reach the desired position, then
moving the flap-switch handle back to APPROACH. The
flaps can be raised to any position between DOWN and
APPROACH by raising the handle to UP until the desired
setting is reached, then returning the handle to AP-
PROACH. Selecting the APPROACH position will stop flap
travel anytime the flaps are deflected more than 30%.

The flap-motor power circuit is protected by a 20-ampere
flap-motor circuit breaker placarded FLAP MOTOR, located
on the pedestal panel. A 5-ampere circuit breaker for the
controi circuit (placarded FLAP CONTROL) is also located
on the copilot's subpanel.

Lowering the flaps will produce these results:

Attitude — Nose Up

Airspeed — Reduced

Stall Speed — Lowered

Trim - Nose-Down Adjustment Required
to Maintain Attitude

LANDING GEAR

A 28-volt split-field motor, located on the forward side of the
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center section main spar, extends and retracts the landing
gear. The motor incorporates a dynamic braking system
through the use of two motor windings, which prevents
overtravel of the gear. Excessive operation of the gear
motor, such as during door adjustment or landing gear
rigging, may cause the motor to overheat.

NOTE

The life of the landing gear motor may be
shortened if it is cycled (1 complete extension
and retraction) more than once in 5 minutes.

Torque shafts drive the main gear actuators, and duplex
chains drive the nose gear actuator. Spring-loaded friction
clutches between the gear box and the torque shafts protect
the system in the event of mechanical malfunction. An
overload protection circuit protects the system from
electrical overload.

The Beech air-oil type shock struts are filled with compress-
ed air and hydraulic fluid. Direct linkage from the rudder
pedals allows for nose wheel steering. As the nose wheel
retracts, it is automatically centered and the steering linkage
becomes inoperative.

A safety switch on the right main strut opens the control
circuit when the strut is compressed. The safety switch also
completes a circuit to a solenoid which moves the downlock
hook into position over the landing gear handle. This
prevents the landing gear handle from being raised when
the airplane is on the ground. The hook automatically
unlocks when the airplane leaves the ground and can be
manually overriden by pressing down on the red button
placarded DN LCK REL while the airplane is on the ground.

Visual indication of landing gear position is provided by
individual green GEAR DOWN indicator lights arranged in a
triangle on the pilot's subpanel. Two red, parallel-wired
indicator lights located in the control handle illuminate to
show that the gear is in transit or unlocked. They also
iluminate when the landing gear warning horn is actuated.
These handle lights can be tested by depressing the switch
next to the control handle, placarded HDL LT TEST.

LANDING GEAR WARNING SYSTEM

The landing gear warning system is provided to warn the
pilot that the landing gear is not down and locked during
specific flight regimes. Various warning modes result, de-
pending upon the position of the flaps.

With the FLAPS in UP or APPROACH position and either or
both power levers retarded below a certain power level, the
warning horn will sound intermittently and the landing gear
switch handle lights will illuminate. The horn can be silenced
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by pressing the WARNing HORN SILENCE button adjacent
to the landing gear switch handle; the lights in the landing
gear switch handle cannot be cancelied. The landing gear
warning system will be rearmed if the power lever(s) are
advanced sufficiently.

With the FLAPS BEYOND APPROACH position, the warn-
ing horn and landing gear switch handle lights will be
activated regardiess of the power settings, and neither can
be cancelled.

MANUAL LANDING GEAR EXTENSION

Manual landing gear extension is provided through a sepa-
rate, chain-drive system. Pull the LANDING GEAR RELAY
circuit breaker (on the pilot's right subpanel) and make
certain that the landing gear switch handle is in the down
position before manually extending the gear. Pulling up on
the emergency engage handle (located on the floor) and
turning it clockwise will lock it in that position. When the
emergency engage handie is pulled up, the motor is electri-
cally disconnected from the system, and the emergency
drive system is locked to the gear box. When the emergen-
cy drive is locked in, the chain is driven by a continuous-
action ratchet, which is activated by pumping the ratchet
handle adjacent to the emergency engage handle. See
placard LIMITATIONS section.

WARNING

If for any reason the green GEAR DOWN lights
do not illuminate (e.g. in case of an electrical
failure), continue pumping until resistance pro-
hibits further movement of the handle.

CAUTION

Stop pumping when the 3 green GEAR DOWN
lights illuminate. Further movement of the hand-
le could bind the drive mechanism and prevent
subsequent gear retraction.

WARNING

After an emergency landing gear extension has
been made, do not stow pump handle or move
any landing gear controls or reset any switches
or circuit breakers until the airplane i1s on jacks.
These precautions are necessary because the
failure may have been in the gear-up circuit, in
which case the gear might retract on the
ground. The gear can not be retracted manu-
ally.

BEECHCRAFT
King Air B100

After a practice manual extension, the landing gear may be
retracted electrically. Rotate the emergency engage handie
counterclockwise and push it down. Stow the extension
lever, push in the landing gear relay circuit breaker on the
pilot's subpanel, and retract the gear in the normal manner
with the fanding gear switch handie.

BRAKE SYSTEM

The dual hydraulic brakes are operated by depressing the
toe portion of either the pilot's or copilot's rudder pedals. A
shuttle valve adjacent to each set of pedals permits chang-
ing braking action from one set of pedals to the other.

Dual parking brake valves are installed adjacent to the
rudder pedals between the master cylinders of the pilot's
rudder pedals and the wheel brakes. A control for the
valves, placarded PARKING BRAKE is located on the pilot's
subpanel. After the pilot's brake pedals have been depress-
ed to build up pressure in the brake lines, both valves can
be closed simultaneously by puliing out the parking brake
handle. This closes the valve to retain the pressure in the
brake lines. To release the brakes, depress the pedals to
equalize pressure on the brake lines, then push the parking
brake handle in.

TIRES

The airplane is normally equipped with dual 18x5.5 Type
VIl, 8-ply-rated, tubeless, rim-inflation tires on each main
gear. For increased service life, 10-ply-rated tires of the
same size may be installed.

Optionally, the airplane may be equipped with dual 6.50x10,
6-ply-rated, tube tires on each main gear. These tires
provide higher flotation, and permit operation at
approximately 1/2 the inflation pressure required for the
standard 18x5.5 tires.

The nose gear is equipped with a single 6.50x10, 6-ply-
rated, tubeless tire, or in the high flotation gear option a
6.50x10, 6-ply tube tire.

BAGGAGE COMPARTMENT

The baggage compartment is located aft of the toilet area
and utilizes the full width of the cabin. It has a volume of
53.5 cubic feet. An elastic web is provided for restraining

loose items. Any baggage stored in this compartment is
easily accessible in flight.

WARNING

DO NOT CARRY HAZARDOUS MATERIAL.
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CAUTION

To prevent shifting of baggage or other objects
in turbulent air they should be secured by straps
or other suitable means.

SEATS AND SEATBELTS, AND SHOULDER
HARNESSES

SEATS

COCKPIT

The pilot and copilot seats are adjustable fore and aft as
well as up and down. The adjustment controls are located
underneath the seats. The chair armrests can be raised or
lowered.

CABIN

The passenger chairs utilize folding armrests and reclining
seat backs. The backs can be adjusted to suit the individual
passenger by means of a lever on the side of the chair.
Lateral tracking seats may be moved laterally for passenger
comfort by lifting the release bar under the front seat. The
aft compartment fold-up seats, when occupied, must be in
the locked position. Center fold down armrest is provided for
aft compartment passengers. Each aft facing chair is also
equipped with an adjustable headrest with a detent in the
post for indication of the fully raised position. Passenger
seats may be moved fore and aft to suit leg room
requirements of individual passengers by lifting the
horizontal release bar under the seat. lf equipped with
laterally tracking passenger seats, these seats must be in
the outboard position (against the side of the cabin wall) for
takeoff and landing.

FOYER

Hinged seat-cushion halves mounted on top of the toilet
form an extra passenger seat when the toilet is not in use.

AFT-CABIN AREA

One or two optional folding seats may be installed in the aft-
cabin area. They are mounted on the cabin sidewall and
swing inboard when unfolded. A latch mechanism on the leg
iocks the seats in place when they are unfolded. When this
seating is not needed, the seat(s) may be folded against the
cabin sidewall and held in place with retaining straps.

SEATBELTS

Every seat in the airplane is equipped with a seatbelt. The
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seatbelt can be lengthened by turning the male half of the
buckle at a right angle to the belt, then puliing the male half
in the direction away from the anchored end of the belt. The
buckle is locked by sliding the male half into the female half
of the buckle. The belt is then tightened by puliing the short
end of the belt through the male half of the buckle until a
snug fit is obtained. The buckle is released by lifting the
large, hinged release lever on the female buckie half and
pulling the male half of the buckle free. All occupants must
wear seat belts during takeoff and landing.

SHOULDER HARNESS

COCKPIT

The shoulder harness belts are in a “Y" configuration, with
the single strap being contained in an inertial reel. The two
straps are worn with one strap over each shoulder and
fastened by metal loops into the seat belt buckle. Spring
loading at the inertial reel keeps the shoulder harness snug,
but allows the movements normally required in flight. The
inertial reel is designed with a locking device that will secure
the harness in the event of sudden forward movement or an
impact action.

CABIN

Shoulder harnesses provided for the standard and lateral
tracking cabin chairs should be worn during takeoff and
landing with the seat back upright. These chairs are
equipped with a locking back and a permanently attached
adjustable headrest. The seat back may be folded aver by
rotating the handie located on the lower inboard side of the
seat back. An inertial reel similar to the reel mentioned
above is attached into the seat back structure. The strap
extends through the upholstery and shouid be positioned
over the outboard shoulder and down across the body,
where it is fastened by a metal loop into the seat belt buckie
located at the inboard hip.

AFT-CABIN AREA

The shoulder harness for aft-cabin-area fold-up chairs is of
a double-strap configuration. The middle portion of the strap
is secured by a metal slip ring which is anchored to the aft
pressure bulkhead. The two ends (which actually function
as two separate straps) extend downward toward the
seatbelt-buckle area. One end of the shouider hamess strap
terminates in a slotted bayonet-blade fastener. The other
end is attached to the upper edge of the shoulder harness
adjuster. A short adjusting strap, which is also equipped
with a slotted bayonet-blade fastener, extends upward from
the area of the seatbelt buckle and slides through the lower
portion of the shoulder harness adjuster. A small, flexible
adjusting tab is also attached to the lower edge of the
adjuster.

One shoulder harness strap is worn over each shoulder.
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When the two bayonet blades are placed together, the
shoulder harness straps can be secured by sliding the male
half of the seatbelt buckle through the bayonet slots and into
the female half of the seatbelt buckle. The shoulder harness
strap can be lengthened by grasping the tab on the adjuster
and pulling upward. The strap can be tightened by grasping
the loose end of the adjusting strap and pulling it through
the adjuster untii the shoulder harness is snug.

DOORS, WINDOWS AND EXITS
AIRSTAIR ENTRANCE DOOR

A swing-down door, hinged at the bottom, provides both
positive cabin security for flight and a convenient stairway
for entry and exit. Two of the three steps are movable and
automatically fold flat against the door in the closed position.
A hydraulic damper permits the door to lower gradually
during opening. A plastic-encased cable provides support
for the door in the open position, a handhold for
passengers, and a convenience for closing the door from
the inside. An inflatable rubber door seal around the cabin
door expands to positively seal the pressure vessel while
the airplane is in flight. Engine bleed air provides the
pressure to inflate the door seal.

A locking device is operated by the handie in the center of
the door. The inside and outside handles operate
simultaneously. When the handle is rotated per placard
instructions, two latches hook into the door frame at the top
and two lock bolts on each side of the door lock into the
frame on the sides. There are four sight openings on the
inner facing of the door; one opening over each locking bolt.
A green stripe, painted on the locking bolt, aligns with a
black pointer in the sight opening when the door 1s in a
locked condition.

Whether opening the door from the inside or outside, the
button beside the door handie must be depressed before
the handle can be rotated to open the door. This acts as a
safety to aid in preventing accidental opening.

Another safety device is the pressurization safety lock
bellows. A small round window just above the second step
permits observation of the bellows. A placard adjacent to
the window instructs the operator to make certain the safety
lock arm is in position around the bellows shaft. Pushing the
red button switch adjacent to the window illuminates the
mechanism inside the door. For security of the airplane on
the ground, the door can be locked with a key.

EMERGENCY EXIT

The emergency exit door, placarded EXIT-PULL, is located
on the right side just aft of the copilot's seat. From the
inside, the door is released with a pull-down handle, and on
the outside the door may be released with a flush mounted
pull-out handie. The door is of the nonhinged, plug type
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which removes completely from the frame when the latches
are released. From the inside, the door can be key locked to
prevent opening from the outside. The inside handle will
uniatch the door, whether or not it is locked, by overriding
the locking mechanism. The key lock should be unlocked
prior to flight to allow removal of the door from the outside in
the event of an emergency. The key slot is in the horizontal
position when the door is locked. The key cannot be
removed in this position.

A wiper type disconnect for the air duct that supplies the air
to the eyeball outlet in the emergency exit door is located on
the upper aft edge of the door. As the door is removed, the
duct is disconnected since it is an integral part of the door.

An electrical disconnect, located on the lower forward edge
of the door, will unplug as the door is being removed. On
reinstalling the door, the electrical disconnect should be
reconnected before moving the door into the closed
position.

CABIN WINDOWS
POLARIZED CABIN WINDOWS

The cabin windows have been designed with three
individual plates of acrylic plastic instead of one. The outer
window is the pressure type and is an integral part of the
pressure vessel. Two inner plastic windows are tinted and
coated with polarized material to reduce glare. These
windows are designed into a sealed unit with the polarized
surfaces facing each other. The window of the unit which
faces the inside of the cabin has a protruding thumb knob
near the edge and turns freely in its frame. By rotating this
window, the polarized windows may be so aligned as to
permit any degree of light to pass through the windows from
full intensity to nearly opaque. Through 90" of rotation, each
of the eleven cabin side windows can give complete light
regulation as desired.

SHADE TYPE

A dust pane, which is a single sheet of tinted acrylic plastic,
is mounted inboard of the cabin window pane in each
window frame. An adjustable window shade is provided to
control the amount of light admitted. The shade is adjusted
by squeezing the two latch handles located on the lower
center of the shade, and then positioning the shade as
desired. Detents in the shade tracks provide positive
latching action at various positions.

CAUTION

When the airplane is to be parked in areas
exposed to intensive sunlight, the polarized
windows should be rotated to the clear position
to prevent deterioration of the polarization
coating. Sufficient ultraviolet protection is
provided to prevent fading of the upholstery.
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CONTROL LOCKS

The control lock consists of a U-shaped clamp and two pins
connected by a chain. The pins lock the primary flight
controls and the U-shaped clamp fits around the engine
power control levers and serves to warn the pilot not to start
the engines with the control locks installed. It is important
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that the locks be installed or removed together due to the
possibility of an attempt to taxi or fly the airplane with the .
power levers released and the pins still installed in the flight
controls. '

Install the control locks in the following sequence:

1. Position the U-clamp around the engine power
controls.

2. Move the control column as necessary to align the
holes, then insert the small pin.

3. Insert the larger pin in the pilot's rudder pedals by
pushing forward on the left pedal and inserting the pin
into the hole located on the inside of the right rudder
pedal. Neutralize the pedals and slide the pin into the
hole in the left rudder pedal.

WARNING

Before starting engines, remove the locks,
reversing the above procedure.
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ENGINES

The Beecherafr King Air B100 is powered by two Garrett
AiResearch TPE 331-6-252B turboprop engines. The power
section of each engine consists of a single, fixed-shaft
rotating assembly containing a two-stage centrifugal
compressor and a three-stage axial-flow turbine. Ram air
enters at the lower forward face of the engine and is routed
to the compressor section. The compressed air flows into
the turbine plenum assembly and then into the annular
combustion chamber, where it is mixed with a finely
atomized fuel spray. Fuel for initial lightoff and acceleration
is injected into the combustion chamber through five small
orificed primary fuel nozzles. A fuel flow divider valve then
opens to permit fuel flow to the 10 secondary nozzles as
well as to the five primary nozzles. The two igniter plugs in
the combustion chamber are automatically energized during
engine startup. Thereafter they are de-energized and
combustion is self-sustaining. The combustion gases
expand, flow over the turbine blades, pass through the
space between the exhaust diffuser and exhaust cone
assembly, into the tailpipe, and out to the atmosphere.

The compressor wheels and turbine wheels are ail mounted
on the main shaft. Thus, part of the energy delivered to the
turbine wheels is used to drive the compressor which
delivers energized air to the combustion section. The first
stage reduction pinion mounted on the forward end of the
torsion shaft provides power to the gear train, which
operates the engine accessories and drives the propeller.
The maximum main shaft speed (100% rpm) is 41,730 rpm.
Due to turbine-to-propeller reduction gearing of 20.865:1,
propeller speed at 100% engine speed is 2000 rpm. Each
engine is rated at 715 shp.

PROPULSION SYSTEM CONTROLS

Each engine is controlied by two levers on the pedestal: a
POWER lever and an ENGINE SPEED lever.

POWER LEVER

The Power lever positions are placarded INCR, FLIGHT
IDLE, START, GROUND IDLE, and REVERSE. In order to
be positioned below FLIGHT IDLE, it must be lifted over a
stop. In order to be positioned at REVERSE it must be lifted
over another stop.

When the Power lever is positioned between FLIGHT IDLE
and REVERSE it is operating in the BETA MODE, where it
functions to hydraulically select propeller blade angies.
During BETA MODE operations, engine speeds are
controlled by the underspeed governor. The BETA MODE is
used during ground operations only.
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With the Power lever positioned forward of FLIGHT IDLE,
the engine is said to be operating in the PROPELLER
GOVERNING MODE and its only function is to deliver more
or less fuel to the engine in order to produce the desired
power. During this mode the engine speed is controlled by
the propeller governor, which delivers more or less engine
oil to the propeller pitch control. This changes the propeller
blade angle - and therefore the amount of thrust, which is
needed under various operating conditions - while
maintaining a constant engine speed. The FLIGHT IDLE
position is the lowest power lever position for use during
flight.

ENGINE SPEED LEVER

The Engine Speed lever is placarded LOW RPM and HIGH
RPM. This lever sets the speed governors. When the
Power lever is in the BETA MODE range, the engine speed
is controlled by the underspeed governor. This governor
limits engine speeds to a minimum of 65% and a maximum
of 97.0% = .5%. The Engine Speed lever is used to reset this
governor anywhere within this range. If the lever is in the
LOW RPM position, engine speed will be set at 65%.
Moving this lever to HIGH RPM resets the underspeed
governor to 97.0%. Any engine speed within the
underspeed governor's range may be selected by
appropriately positioning the Engine Speed lever.

When the Power lever is in the PROPELLER GOVERNING
MODE, engine speed is controlled by the propeller
governor. This governor keeps the engine speed within the
95% to 100% range. The Engine Speed lever is used to
reset the governor anywhere within this range. In the HIGH
RPM position, the lever sets the propeller governor at
100%. At the minimum LOW RPM position the Engine

Speed lever sets the propeller governor at approximately
95%.

FUEL CUTOFF & FEATHER LEVER
The Fuel Cutoff & Feather lever is used to shut down the

engine in an emergency situation. It shuts off fuel flow to the
engine and feathers the propeller blades.

FRICTION LOCKS

Friction locks are provided so that the power plant controls
can be locked in any desired position.

ENGINE INSTRUMENTATION

ITT INDICATOR: Calibrated in "C, measures the

average temperature of gases exiting the first stage
turbine wheel.
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TORQUE METER: Calibrated in foot-pounds,
measures the torque delivered to the gearbox.

TACHOMETER: I\ndicates engine speed in percent.

FUEL FLOW GAGE: Indicates in pounds per hour the
amount of fuel being delivered to the engine.

OIL TEMPERATURE & PRESSURE GAGE Indicates
temperature of engine oil in °C and pressure in
pounds per square inch.

ENGINE LUBRICATION SYSTEM

A dry-sump high-pressure lubricating system is provided to
lubricate and cool the compressor and turbine bearings and
the reduction gearing. The system also supplies actuating
pressure to the propeller control system and to the torque
sensing components. included in the system are a high
pressure pump, three scavenge pumps, an oil filter with a
bypass valve, a pressure regulator, and an oil tank. A
magnetic chip detector forms part of the drain plug irv the
lower sump of the output housing. An external oil radiator
with non-congealing capabilities keeps the engine oil
temperature within the operating limits.

MAGNETIC CHIP DETECTOR

A magnetic chip detector is installed in the gearbox drain
plug of each engine. This detector will activate a yellow
annunciator, L CHIP DETECT or R CHIP DETECT, to alert
the pilot of oil contamination indicating possible or pending
engine failure.

STARTING AND IGNITION SYSTEM

Two 24-volt batteries provide the necessary power for the
electrical system. When the Battery Select switch
(placarded BAT SEL) is in the NORMAL position the
batteries are connected in parallel. The SERIES position is
to be used only for cold ground starts when the OAT is at or
below -4°C. If a series start is attempted above -4°C the
electrical current could be so high that the battery voltage
would drop below the level required for an engine stan.

To initiate a ground start, the Battery Master switch is
moved to ON and the Start Select switch is placed in the
GND position. The Engine Start/Stop switch is then
momentarily held to the START position. This immediately
energizes a latching relay which will complete a circuit to the
starter/generator. The relay also opens an ail vent solenoid
valve in order to relieve pressure on the oil pumps. This
allows the starter to turn the engine with less resistance.
The Engine Start/Stop switch should be released after
engine light off. Since this switch is spring loaded, it will
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move to the RUN position, but the starter/generator will
continue cranking the engine until approximately 50% rpm.

Engine operation during startup is automatic. The pilot's
duty is to monitor the start. If the start proceeds too slowly
(as may occur in cold weather) again moving the Engine
Start/Stop switch to START will deliver additional prime fuel
to the engine and speed the start. This will not aifect the
starter/generator since it is already energized by a latching
relay.

ITT limits must aiso be observed. The start must be aborted
if the temperature reaches the start ITT limit of 1149 C.

At about 50% speed, combustion is self-sustaining. The
relay then releases the starter/generator, opens the ignition
circuit, and closes the oil vent valve. At this point the
starter/generator may be converted to a generator by
moving the appropriate Generator switch to ON.

For an air start, the Start Select switch is placed in the AIR
position. This isolates the starter/generator. Current flows to
the unfeather pump rather than to the starter. Energy for
cranking the engine is supplied by airflow against the
propeller as the unfeather pump moves the blades from the
feathered position. In all other respects the sequence of
operations is identical to that of a ground start, except that
air starts are faster and cooler.

If the engine is to be cranked without lightoff, the Start
Select switch is moved to the CRANK position. This will
prevent the flow of ignition current and fuel to the engine,
but the starter/generator circuit will be closed. The Engine
Start/Stop switch is then momentarily placed at START and
released. A latching relay will close and the starter will
continue to crank the engine even though the spring-loaded
Engine Start/Stop switch returns to RUN. Cranking will
continue until the switch is moved to the STOP position.
Since the engine can not start with the Start Select switch at
CRANK, particular care must be taken to avoid exceeding
the starter/generator duty cycle.

The normal method of stopping the engine is to move the
Engine Start/Stop switch to the STOP position. This shuts
off fuel flow to the engine and releases any other crank,
start, or run circuitry that may be energized. Additionally, it
opens the fuel purge valve and blows all fuel in the
manifolds into the combustor, where it is burned.

The Manual Fuel/ignition switch has three positions: ON,
GFF, and MOM ON (ARMED for automatic igrition system).
Lights, installed in the instrument panel above the engine in-
struments, indicate when the right or left MAN FUEL/IGN
switch is in the ARMED position. When it is actuated, the
main fuel solenoid valve opens (if closed) and electrical cur-
rent is supplied to the igniter plugs. When the switch is re-
turned to OFF, the main fuel solenoid valve will remain open
until the Engine START/STOP switch is moved to STOP. If
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the Engine Start/Stop switch is already at STOP, the main
fuel solenoid valve will close when the Manual Fuel/ignition
switch is returned to OFF. Ignition current flow ceases when
the Manual Fuel/lgnition switch is returned to OFF, In the
event of failure of the latching start relay this switch provides
an alternate method of providing fuel and ignition current to
the engine. The switch should be ptaced in the ON position
for takeoffs and landings on runways covered with slush of
standing water. Observe system time limits.

The engine must not be started. either in flight or on the
ground, with the propeller biades feathered. Oil pressure
from the engine-driven oil pump is normally used to
unfeather the blades. but when the engine is stopped no oil
pressure s available. Therefore an electrically operated
unfeathering pump is provided. It is automatically energized
when the Start Select switch is in the AIR position. But if the
engine is shut down on the ground without the propeller
blades being latched in flat pitch by the propeller blade
locks, the Unfeather Pump switch must be used to lock the
blades in flat pitch. The switch is spring-loaded off. and
must be held in the upward position with the Power Lever in
the REVERSE position until the blades latch.

INDUCTION AIR SYSTEM

The compressor wheels draw ambient air into the engine
through the inlet air duct at the lower forward face of the
engine. As airspeeds increase, ram air pressure rises and
compresses the air in the inlet air duct. The air then flows
into the primary compressor impeller, where it is further
compressed and forced through the interstage diffuser
assembly. The air is further compressed by the secondary
impeller, then discharged through the secondary diffuser
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into the turbine plenum assembly. Air in the plenum enters
the annular combustor holes, flowing back toward the
compressor, and mixing during the process with fuet which
is injected into the combustor through the fuel atomizers.
The hot gases are turned toward the turbine by the
transition liner assembly. The gases then flow over the
steters and rotors of the three turbines and exhaust to the
tailpipe through the space between the exhaust diffuser and
the exhaust cone assembly. Some compressed air is
directed against the fore and aft sides of the first-stage
turbine wheel and disc for cooting.

ICE PROTECTION

Hot bleed air from the engine is routed to the inlet lip of the
cowling and to the inlet of the compressor to provide ice
protection for the engine, and should be actuated at4°cC or
colder in visible moisture.

The area at the top of the inlet scoop is actually the
underside of the gear case sump and this area is normally
warm from hot oil. A cockpit switch in the ICE protection
group, placarded ENG INLET, activates the anti-icing
solenoid valve. This valve admits hot air from the
compressor plenum and routes it forward to a manifold
assembly on the front end of the anti-icing shield. The hot
arr enters the area between the anti-ice shield and the
engine inlet duct wall and moves aft, heating the entire
engine inlet scoop on the lower side. Part of the compressor
air is also routed forward to the air inlet lip of the engine
cowling for diffusion through a series of holes in the inner
surface of the lips to prevent ice formation in this area.
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FIRE AND SMOKE DETECTION SYSTEMS

FIRE DETECTION SYSTEM

The fire detection system provides immediate warning in the
event of fire at the engine compartment. The system
consists of three photoconductive ceils and a control
amplifier for each engine nacelle, two annunciators on the
annunciator panel placarded L ENG FIRE - R ENG FIRE, a
test switch on the upper pedestal, and a circuit breaker on
the copilot's subpanel. Flame detectors, sensitive to infrared
rays, are positioned in the engine compartments to receive
direct and refiected rays, thus viewing the entire
compartment with only three cells. Heat level and rate of
heat rise are not factors in the sensing method. The cell
emits an electncal signal proportional to the intensity of
infrared radiation striking the cell. To prevent stray light rays
from signaling a false alarm, a relay in the control amplifier
closes only when the signal reaches a preset alarm level.
When the relay closes, the appropriate annunciator near the
upper edge of the instrument panel illuminates. When the
fire has been extinguished, the cell output voltage drops
below the alarm level and the relay in the control amplifier
opens. No manual resetting i1s required to reactivate the
detection system.

The test switch on the upper pedestal has four positions;
OFF, 1, 2, and 3. The system may be tested any time on the
ground or in flight by rotating the switch from OFF to any of
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the positions to activate a corresponding set of flame
detectors in each nacelle. The annunciators should
illuminate as the selector is rotated through each of the
three positions. Failure of an annunciator to illuminate in any
one position indicates trouble in that particular detector
circuit.

FIRE EXTINGUISHER SYSTEM

The system utilizes two cylinders charged with 2.5 pounds
of Bromotrifluoromethane as the extinguishing agent,
pressurized with dry nitrogen to 450 psi at 21°C. Lines from
the cylinders are routed to strategic points about the engine
to provide a network of spray tubes which serve to diffuse
the extinguishing agent into the fire zones.

The system may be activated by raising the transparent
plastic cover over the press-type switch and depressing the
red plastic face of the switch placarded FIRE EXT - PUSH
TO EXT. Switches for the respective engines are located
above the engine instruments and just below the
annunciator panel. They are wired in conjunction with the
annunciator to provide an additional warning to ensure
activation of the proper switch. Each extinguisher gives only
one shot to its engine.
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PROPELLER SYSTEM

DESCRIPTION

Each engine is equipped with a conventional four-blade,
reversing, full-feathering, varnable-pitch propeller. It is spring
loaded and counterweighted to the feather position. Oil from
the oil pump flows through the propeller governor and
enters the dome area of the propeller through the Beta tube
and moves a piston, causing the propeller blades to be
rotated toward reverse pitch.

During engine shutdown the pilot moves the Power lever to
REVERSE. As the engine winds down, oil pressure to the
propeller dome piston decreases and the blades rotate
toward feather. But since the engine has slowed below
operating speeds, the counterweighted start locks are
permitted to move in toward the propeller hub. When the
blades rotate from reverse to flat pitch, springs force the
locks to engage the hub flange, thus holding the blades in
flat pitch, ready for the next start. It is important that the
propeller start locks be fully engaged before initiating the
engine overspeed governor check. After a start, the locks
are relased by centrifugal force, but only after the Power
lever has been moved slightly to the reverse of the
GROUND IDLE position.

CAUTION

Allow sufficient time on a cold engine for the
propefler control oil to circulate and fill any voids
in the control system before moving Power
Levers from start toward reverse.

NEGATIVE TORQUE SENSING (NTS) SYSTEM

The NTS system functions to reduce the drag on the
propeller blades in the event of power loss, in which case
wind resistance will cause the propeller to windmill. Even
“though the main shaft will then rotate in its normal direction,
the NTS sensor will detect this as negative torque since the
propeller is driving the engine, instead of the engine driving
the propeller.

When negative torque is sensed, oil flow to the propelier
dome piston is shut off and the pressure relieved into the
gear case. This allows spring and counterweight forces to
move the propeller blades toward the feathered position.
Although the propeller will not completely feather, this low
drag condition reduces yaw during an engine failure. The
NTS system is a drag reducing system only. It is not an
automatic feathering system, and the propeller should be
manually feathered to reduce drag to a minimum.

In BETA MODE, which is limited to ground operations, the

propeller pitch control provides a means of selecting
propeller bfade angle with the Power lever. In flight, and on
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the ground at moderate to high power settings, the propeller
governor schedules blade angie to maintain selected rpm
(PROPELLER GOVERNING MODE), however, the position
of the prop pitch control, as selected by the Power lever,
closely follows the propeller governor and serves as a
backup in the event of propellier governor or NTS system
failure by acting as a hydraulic stop to limit minimum blade
angle. Minimum blade angle, as set by Beta Followup, is
decreased as the Power lever is retarded. If the Power lever
is retarded on a failed engine with an inoperative NTS
system, the windmilling drag will be increased significantly.
During inflight shutdown, do not retard the failed engine’s
Power lever prior to feathering. The failed engine should be
identified by power asymmetry and engine instrument
indications.

Two switches, placarded NTS TEST - LEFT - RIGHT and
located on the pilot's subpanel, are used to check the NTS
systems. As a ground start is initiated, holding the
appropriate spring-loaded NTS TEST switch upward wili
cause the corresponding NEGATIVE TORQUE SYS
annunciator to illuminate. If the NTS system is functioning
properly, the annunciator will extinguish immediately after
engine cranking is initiated and illuminate shortly after
lightoff.

PROPELLER SYNCHROPHASER
TYPE | SYSTEM

The propeller synchrophaser automatically matches the
right “slave” propelier rpm to that of the left “master”
propeller and maintains the blades of one propeller at a
predetermined position relative to the blades of the other
propetier. To prevent the right propeller from losing
excessive rpm if the left propeller is feathered while the
synchrophaser is on, the synchrophaser is limited to
approximately =30 rpm from the manual governor setting.
Normal governor operation is unchanged but the
synchrophaser will continuously monitor propeller rpm and
reset the propeller governor as required. Magnetic pickups
mounted in each propeller governor and adjacent to each
propeller deice brush block transmits pulses to a
transistorized control box installed aft of the pedestal. The
control box converts any pulse rate differences into
correction commands, which are transmitted to a stepping
type actuator motor mounted on the right engine mount. The
motor then trims the right propeller governor through a
flexible shaft and trimmer assembly to match the left
propeller. The trimmer, installed between the governor
control arm and the control cable, screws in or out to adjust
the governor while leaving the control lever setting constant.
With the Prop Sync switch OFF, the actuator automatically
runs to the center of its range of travel before stopping, to
assure that when next turned on the control will have full
authority in both increasing and decreasing directions.

To operate the system, synchronize the propellers in the
normal manner and turn the synchrophaser ON. The
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system is designed for in-flight operations and is placarded
to be OFF for takeoff and landing. To change rpm, adjust
both propeller controls at the same time. This will keep the
right governor setting within the limiting range of the left
propeller. If the synchrophaser is ON but is unabie to adjust
the right propeller to match the left, the actuator has
reached the end of its travel. To reset it, turn the switch
OFF, synchronize the propellers manually, then turn the
switch ON.

TYPE Il SYSTEM

The type Il system is a replacement for the type | system.
The type Il system needs fewer components, is an all

electronic system and is approved for use on takeoff and
landing.

Function of the type Il system is as follows:

This synchrophaser automatically matches RPM of the two
engines, and also positions the propellers at a pre-set
phase relationship. This phase relationship is intended to
decrease cabin noise.

Signa!l pulses are obtained from magnetic pickups, one
located at each propeller hub. The pickup is mounted on a
bracket on the engine case while the “target” for the pickup
1s mounted on the back of the propelter spinner buikhead so
that it rotates with the propelier. In this way one puise is
produced for each revolution of the propelier. Electric pulses
generated by the "target” passing each magnetic pickup are
fed into the control box. An electro-magnetic coil for RPM
trimming is mounted in each propeller governor close to the
fiyweights. Any difference in the pulse rates will cause the
control box to vary the governor coil voltages until the
propellers RPM's match, due to control by the governors.
Propeller RPM is a function of the position of the propeller
controt lever in its quadrant; since linkage from the lever
sets the governor flyweight position. The synchrophaser
cannot reduce the RPM set by the propeller control lever. It
can increase the RPM over a predetermined limited range.
RPM of one engine will follow changes in RPM of the other
engine within the limited range. This limited range limits
RPM loss to a fixed value on the operative engine in the
event the propeller of one engine is feathered with the
synchrophaser ON. in no case will the operative engine
RPM fall below the RPM set by the propeller lever.

The propeller synchrophaser may be used on takeoff at the
pilots option. (The limited range of the synchrophaser will be
reduced near maximum propeller RPM.) For ait other
operations, the synchrophaser should be switched OFF
before adjusting the propelier RPM. Adjust the propeller
levers to obtain synchronization and then switch ON the
synchrophaser.” This will keep the synchrophaser within its
timited range.
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NOTE

if the synchrophaser is ON but does not
synchronize the propellers it has reached the
fimit of its range. Switch the system OFF, adjust
the propelier levers to obtain synchronization
and then switch the synchrophaser ON.

Since the synchrophaser may be ON during landing, the
PROP SYNC ON caution annunciator is not required with
this system and is not instalied.

FUEL SYSTEM

The purpose of the fuel system is to pressurize, control, and
atomize the fuel into the combustion chamber to satisfy the
speed and power demands on the engine. The system
includes a fuel control unit, main solenoid valve, flow divider
valve, fuel nozzles and manifold assemblies, an oil-to-fuel
heat exchanger, a start prime solenoid valve, and a fuel
purge system. Fuel is drawn from the naceile tank by the
engine-driven centrifugal boost pump, then discharged
through the firewall fuel filter. If the filter should become
clogged, a bypass valve shunts fuel around the filter. The
fuel then flows through the engine-driven centrifugal boost
pump, through the engine fuel filter, and into the gear-lype
high pressure fuel pump. From there it may flow through the
oilto-fuel heat exchanger to absorb heat for anti-icing, or it
can flow into the fuel control unit. The fuel control unit then
meters a portion of the fuel from the high speed pump to the
main fuel solenoid valve enroute to the flow divider whence
it flows to the atomizers, which spray the fuel into
compressed air inside the combustion chamber. After the
fuel ignites and engine speed increases, the flow divider
admits fuel to the 10 secondary fuel nozzies as well as to
the 5 primary nozzles.

During a start, additional starting fuel is available to the
engine whenever the ENG START/STOP switch is held to
the START position. This opens the start fuel solenoid valve
and allows fuel to bypass the fuel control unit. Even when
the engine is already cranking, additional prime fuel may be
delivered to the engine by hoiding the switch to START as
long as necessary to speed up the start.

The system automatically controls fuel flow for variations in
POWER lever position, compressor discharge pressure,
and the temperature and pressure of ambient air. The main
fuel solenoid valve is electrically closed when the ENG
START/STOP switch is moved to STOP. It is mechanically
closed when the FUEL CUTOFF & FEATHER lever is
actuated. The valve opens anytime the MANUAL
FUEL/IGNITION switch is activated (unless the FUEL
CUTOFF & FEATHER lever is actuated), and it remains
open even after the switch is returned to OFF uniess the
ENG START/STOP switch is at STOP. Once open, the

October, 1984



Section Vit

Systems Description

BEECHCRAFT
King Air B100

JLLVWIHOS W3LSAS 1and

Iy oo e
NIYHO ONv N
HINIVHLS XN XNv ELSL T NIVHO g¥ifid B345NYE) 135
HILSAUUY v
THOLIMS AI3HO MIVHO NV 3903 ORI0VIT ONY 3NIT Q334 ALIAVED

1v¥oN 3 § "\r
ALdW3I SALV Y S53I00Y WNY L YWD LN

[GEICER]
xnv IN3A Wy i dwnd sxq
Y (d002S HSN14) ’ - ‘ \
LN3A WvY [ | YIASNTEL L3 NVHA SNV 1 ITHOTLN 330134 WA A

153UYY v g

IAIVA VIS NOHAIS
033355040 ol

s

h - f. TRRRAAIRNS ANMAIINAASS iSdi 3ATVA
JATVA 337455040 OSSO TITTSRSTSSSS ‘ v ::ﬁ_w_:t:,:n 11d
(31w 3Id0 LvDT dv g4
A e XNV nTvA Lo,
.
5 ] NIVE0 ONM3N 430 Yoy nivw
IATYA ¥33HD (NIVHO ONY Y3NivH1S avins! 4
N “—o-2(03dd¥14) IATYA XIIHT woa D
dWNG ABANV LS
NIVHG ONV HINIVY LS LIND NNVE A LLINYOD 3311 O
. R
IATYA 23134 FN5538 /w%ﬁp INITHIVHY = e~
WANJWA
aniva | aq GEEFLLGUEE
330 £NHS TIvMIyty ™ 3ATYA I08NOD
JALLOW dWnd 137
LN3A
NIVHQ ONY B3LT14
1304 1TwmIntd —7 ——— 43 LIIWSNY Y NYN13Y 13and

04 13Ny

B3ILF 1IN 3NIONS
~

HOLIMS
3¥NSSIYd 1ING T3

ATddNS 194
[T dWNd LS008
NZALHA - INIONT

B IRNSS3d WO Y IAND

™ ando11

/Eoz«zuﬁ AV3IH
13N4d Or Mo

dWNd 3BNSSIUG HOMH — |

FAIVA (1145508 3HL SHIVINQD ¥3L1YY ML [VYHL 1493X3
WILSAS DM L1437 AL UIILNIM SI WILSAS ONtS LHDIY

405534402 INIONT JI0ON

LINA 0 LNGD 13N —

H3I0IAI0 MOTS YOLvINWNIdY

INTTA ¥1v 03318
QIONTT0S 308Nd

7-27

October, 1984



Section Vil
Systems Description

main fuel soienoid valve will remain open even if an
electrical faiiure should occur.

FUEL PURGE SYSTEM

Bleed air is drawn from the compressor, through a filter and
into an accumulator via a check valve. Anytime the ENG
START/STOP switch is moved to STOP the purge solenoid
valve opens and discharges the air from the accumulator
into the flow divider. This air then forces all remaining fuel in
the fuel manifolds out through the nozzles and into the
combustion chamber, where the fuel is burned. This causes
a momentary rise in engine speed on shutdown. In order for
the purge system to work properly, the engine must have
reached 95% speed during its running cycle and the switch
must remain at STOP for at least 5 seconds with the Battery
Master Switch ON.

FUEL CUTOFF & FEATHER LEVER

The FUEL CUTOFF & FEATHER lever is used to stop the
engine in an emergency situation. If it has been used to stop
the engine, the fuel purge accumulator remains charged
and raw fuel remains in the fuel manifolds. When the ENG
START/STOP switch is next moved to STOP, this air and
fuel will be forced into the combustion chamber and thereby
drsposed of.

FUEL CELLS

The fuel system consists of two separate systems
connected by a valve controlled crossfeed line. The
separate fuel system for each engine is further divided into
a main and auxiliary fuel system. The main system consists
of a nacelle tank, two wing leading edge tanks, two box
section bladder tanks, and an integral (wet cell) tank, all
interconnected to flow into the nacelle tank by gravity. This
system of tanks is filled from the filler located near the wing
tip. Each main system has a total of 194 usable gallons.

Each auxiliary fuel system consists of a 41 gallon usable
fuel center section tank with its own filler opening, and a fuel
transfer system to transfer the fuel into the main fuel system
when the auxiliary system is being used.

The two systems are vented through a recessed ram vent
coupled to a protruding heated ram vent on the underside of
the wing adjacent to the nacelle. One vent is recessed to
prevent icing and the protruding vent is added as a backup
and is heated to prevent icing.

STANDBY PUMPS

An electrically driven standby fuel pump located in the
bottom of each nacelle tank is provided as a backup pump,
should the engine driven fuel boost pump fail, and for use
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with aviation gasoline. For crossfeed operation and auxiliary
fuel transfer, standby pumps are required. In the event of an
inoperative standby pump, crossfeed can only be
accomplished from the side of the operative pump.

Electrical power to operate the standby pumps is controlled
by lever-lock toggle switches on the fuel control panel and is
supplied from two independent sources. One source 1S
provided through the SUBPANEL FEEDER BUSES and is
protected by two 10-ampere circuit breakers located below
the fuel control panel. This power is only available when the
Master Switch is turned ON.

Another supply source comes directly from the battery
through the BATTERY EMERGENCY BUSES and dual 5-
ampere fuses located in the right battery compartment. The
fuse panel may be serviced through the left battery access
door. This power source makes power available for the
pumps at all time, regardiess of the Battery Master Switch
position. These circuits are protected by diodes on each
side of the standby pumps to prevent the failure of one
circuit from disabling the other circuit. During shut-down,
make certain both Standby Pump switches are OFF to
prevent battery discharge.

The respective red FUEL PRESSURE annunciation in the
annunciator panel will illuminate whenever fuel pressure
decreases below 20 to 22 psig. The annunciator will be
extinguished by switching on the standby fuel pump on that
side, thus increasing pressure above 20 to 22 psig.

FUEL TRANSFER JET PUMP

A fuel transfer jet pump mounted on the inboard side of the
main landing gear whee! well will transfer fuel from the
auxiliary tank sump to the nacelle tank. Fuel is taken from
just downstream of the main fuel filter to supply the jet
transfer pump motive flow. The transfer jet purhps are
activated by lever-lock toggle switches on the fuel control
panel which control a shutoff valve in the motive flow line.
As long as the standby pump is operating and there is fuel
in the auxiliary tank, the transfer pump will feed into the
nacelle tank when the valve is open. A light located on the
fuel control panel, actuated by a float type switch in the
sump of the auxiliary tank, will iluminate when the auxiliary
system is empty.

The auxiliary fuel system will not feed into the main fuel
system if there is a failure of the standby pump or a failure
of the motive flow shutoff valve. This condition will be noted
on the auxiliary tank fuel gage and a failure of the AUX
EMPTY light on the fuel panel to illuminate. This light (one
for each side) is actuated by a float switch located in the
sump of the auxiliary tank. The transfer jet pump will not be
damaged by operating after the tank is dry, but extended
operation with an empty auxiliary tank may tend to draw
unnecessary moist air into the main fuel system from the
empty vented auxiliary tank.
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USE OF AVIATION GASOLINE

if the fuel tanks must be topped off with aviation gasoline as
an emergency fuel, the amount of aviation gasoline taken
aboard each side should be recorded. If the total fuel
mixture exceeds 25% aviation gasoline, petroleum base
aviation oil (MIL-L-6082) should be added at the rate of 1
quart per 100 gallons of aviation gasoline. See
LIMITATIONS Section for restrictions on the use of aviation
gasolines.

FUEL ANTI-ICE PROTECTION

An oil-to-fuel heat exchanger, located on the engine
accessory case, operates continuously and automatically to
heat the fuel sufficiently to prevent freezing of any water in
the fuel.

CROSSFEED

Operation of the standby pump on the side from which
crossfeed is desired will ensure adequate volume to the
desired engine and maintain transfer jet pump motive fiow.
The crossfeed valve, installed in the connecting line
between the two nacelle tanks, is actuated by the lever lock
crossfeed switch located on the fuel panel. When the
crossfeed valve is open, the white FUEL CROSSFEED
annunciator on the annunciator panel will illuminate. The
crossfeed system will not transfer fuel from one fuel cell to
another, its primary function is to supply fuel from one side
to the opposite engine during an engine-out condition.

CAUTION

The standby pump must be in operation on the
side from which the fuel is being supplied.

Turn the Aux Transfer Switch (on side being
fed) OFF during crossfeed operation.

FIREWALL SHUTOFF

The system incorporates two firewall shutoff valves
controlled by two switches, one on each side of the fuel
system circuit breaker panel on the fuel control panel.
These switches, LEFT and RIGHT respectively, are
placarded FUEL FIREWALL VALVE-OPEN-CLOSED. A red
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guard over each switch is an aid in preventing accidental
operation. Like the boost pumps, the firewall shutoff valves
receive electrical power from the main buses and also the
essential buses which are connected directly to the left
battery.

FUEL DRAINS

During each preflight, the fuel sumps on the tanks, pumps
and filters should be drained to check for fuel contamination.
There are 5 sump drains and one filter drain in each wing.

NUMBER DRAINS LOCATION
1 Integral Tank Underside of wing
forward of aileron.

1 Firewall Fuel Underside of

Filter nacelle forward
of firewall.

1 Sump Strainer Bottom Cerlter of
nacelle forward of
wheel well.

1 Jet Transfer Pump Aft of the wheel

well.

1 Gravity Feed Line Aft of the wheel
& Leading well.
Edge Tank

1 Auxiliary Tank At wing root just

forward of the flap.

FUEL GAGING SYSTEM

The fuel panel contains the fuel quantity indicating system.
Fuel gages read either MAIN or AUXILIARY fuel as selected
by a single toggle switch between the two indicators (one for
each side).

The indicators read directly in pounds of fuel
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ELECTRICAL SYSTEM

The King Air B100 is equipped with two 24-voit nickel-
cadmium batteries, one located in each wing center section.
A two-position Battery Select switch on the pilot's subpanel,
placarded BAT SEL-SERIES-NORMAL, controls the series
select relay, thereby providing the mode desired.

To start the engines in ambient air temperatures above
-4°C, the Battery Select switch is placed in the NORMAL
(parallel) position. For starting cold engines in ambient air
temperatures below -4°C, the batteries are placed in
SERIES. Warm engines are always started with the switch
at NORMAL.

If the generator is turned ON after the first engine has been
started, the series mode of the batteries will revert back to
parallel even with the Battery Seiect switch in the SERIES
position. For starting the second engine when the series
mode is necessary, the generator of the operating engine
must be turned OFF. Then the series mode will again be in
effect.

Battery cooling is provided by ram air which is regulated by
an ar-inlet-valve thermal switch. This switch is activated
when the Battery switch is ON. Power for essential
components (fuel pumps, firewall valves, etc.) is provided
directly from the battery.

Power for the subpane! feeder buses is taken from the dual
battery start control panel then routed through 50-ampere
circuit breakers and into the two looped main bus systems.
Each loop is protected by diodes (to prevent.a back-flow of
current in case of a short in the other loop) and provided
with power from each end in order to provide a back-up
power source should a source failure or short occur in the
system. Loads can be supplied from opposite buses. A
failure of one bus system will not disable the other. The
volts/frequency meter indicates the voltage and frequency of
the AC bus.

The condition of the current limiters can be checked by
reducing the electrical load to single generator capacity,
turning OFF the generator on one side, and depressing the
loadmeter test button for that side. If a loadmeter reading is
observed, the current limiter for that side is good. If no
reading is observed, the limiter has been expended.

The subpanel feeders which provide power through the 50-
amp circuit breakers to the essential components are
provided with diodes for isolation protection. The essential
components are thereby provided with two sources of power
— the battery emergency bus and the subpanel feeder bus.
This provides a secondary source of power to the essential
components in case of system failure. As a result of this
arrangement, it is imperative that the standby pumps and
the essential components be OFF before leaving the
airplane after shutdown; otherwise, the left battery will be
drained, even though the Master Switch is OFF.
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The standby fuel pump fuses should be checked before
starting the engines by turning the standby pumps ON, the
Battery switch OFF, and listening for operation of the
pumps.

Voltloadmeters are located on the pilot's subpanel. These
meters normally indicate DC generator load. A reading of
1.0 represents 100% load. A spring-loaded push button on
each loadmeter may be depressed to give the bus voltage.

Number 1 Inverter Power and Number 2 Inverter Power are
protected by 80-amp current limiters. A switch on the pilot's
subpanel above the gang bar is provided for selection of
either inverter.

A battery current detector system provides an annunciator
warning to the pilot whenever the charging current is above
normal. This system is designed to monitor the batteries
continuously during operation to aid in the detection of
excessive charge currents that may damage the batteries.

An external power sensor is provided to activate an external
power relay when an auxiliary power unit is connected to
the airplane. Turn the batteries ON to absorb voltage spikes
which can damage electronics or avionics equipment which
has been left ON. When the auxiliary power unit is plugged
into the airplane, a switching relay reverts the dual battery
system to the parallel mode regardless of the position of the
Battery Select switch.

A normal system potential of 28.25 volts maintains the
batteries at full charge. The generators are controlled by
individual voltage regulators which maintain a constant
voltage during variations in engine speed and electrical load
requirements, and will automatically disable or enable a
generator's output to the bus. The load on each generator is
indicated by the respective left and right volt/loadmeter
located in the left pilot's subpanel, and load division,
between the generators, is accomplished electronically by
the control panel.

During engine starts, the battery bus (dual battery start
control panel) is connected to the starter/generator, which
initially draws approximately 1000 to 1500 amperes and
then drops rapidly to approximately 300 amperes as the
engine starts. The airplane is equipped with three-position
generator control switches. Generators are started by
moving the switches to the RESET position. Since the
RESET position (full up) is spring-loaded, the switch will
return to the ON position when released. When operating in
the generating mode, the two starter/generators provide a
capability of 540 amperes (600 amps, less 10% for
paralleling) at 28.25 volts.

CAUTION

Do not attempt to start generators more than
twice.
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LIGHTING SYSTEMS
COCKPIT

An overhead light control panel, easily accessible to both
pilot and copilot, incorporates a breakdown of all lighting
systems in the cockpit. Each light group has its own
rheostat switch placarded BRT - OFF. The Master Panel
Lights switch controls the overhead and fuel control panel
lights, engine instrument lights, radio panel lights, subpanel
and console lights, pilot and copilot instrument lights, and
gyro instrument lights. The instrument indirect lights in the
glareshield and overhead map lights are individually
controlled by separate rheostat switches. A press-to-light
switch on the overhead panel illuminates the free air
temperature gage, mounted in the ceiling near the oxygen
control knob.

CABIN

A three-position switch on the copilot's subpanel, placarded
INTR LIGHT - BRT - DIM - OFF, controls the fluorescent
cabin lights. The switch to the left of the interior light switch
activates the cabin NO SMOKING/FASTEN SEAT BELT
signs and accompanying chimes. This three-position switch
is placarded CABIN SIGN - BOTH - OFF - FSB.

Two baggage area lights in the top of the aft cabin area are
controlied by a two-position switch just inside the airstair
door aft of the door frame.

A threshold light is located forward of the airstair door at
floor level and an aisle light is located at floor level next to
the spar cover. A switch adjacent to the threshold light is
provided to turn both lights on and off when the airstair door
is open. When the airstair door is closed, both lights
extinguish autornatically. They cannot be lighted when the
airstair door is closed.

The individual reading lights along the top of the cabin may
be turned on or off by the passengers with a push button
switch adjacent to each light.

EXTERIOR

An array of switches for the exterior lights is located on the
pilot's right subpanel. The controls are:

LANDING - LEFT - Left nose-gear-mounted landing light.
LANDING - RIGHT — Right nose-gear-mounted landing
light.

TAX| — Nose-gear-mounted taxi light.

ICE — Wing ice lights.

NAV - Navigation lights.

BEACON - Upper and lower rotating beacons.
STROBE - (Optional) Wing tip and tail strobe lights.
RECOG - (Optional).

TAIL FLOOD LIGHT — Horizontal stabilizer mounted flood
light.
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ENVIRONMENTAL SYSTEMS

The environmental system consists of the bleed air
pressurization, heating and cooling systems, and their
associated controls.

CABIN PRESSURIZATION SYSTEM

Bieed air from the engine, as described in HEATING and
COOLING, is available to the cabin at a rate of 12 pounds
per minute for the purpose of pressurization. The flow
control unit of each engine, which mixes ambient air with the
bleed air, incorporates a solenoid actuated by the landing
gear safety switch. On takeoff, a time delay relay actuates
the solenoid at the left engine first, then the solenoid at the
right engine in a delayed sequence to prevent excessive
pressure “bump” when activating the pressurization system.
A pneumatically operated outflow vaive, located on the aft
pressure bulkhead maintains the selected cabin altitude and
rate of climb commanded by the cabin rate-of-climb and
altitude controller on the pedestal. The outflow valve is
equipped with a silencer cone for quiet operation. A safety
valve adjacent to the outflow valve is connected to the
pressure dump switch on the pedestal and is wired through
the landing gear safety switch. If either of these switches is
open, or the vacuum source or electrical power is lost, the
safety valve will close to atmosphere.

Before takeoff, the safety valve is open with equal pressure
between the cabin and the outside air. The safety valve
closes on liftoff if the pressure switch on the pedestal is in
the PRESS mode. As the airplane climbs, the controlter
modulates the outflow valve and increases the cabin
differential pressure until the maximum cabin pressure
differential is reached. After this point the cabin altitude
begins to climb. At the cabin aititude of 10,000 feet, a
pressure switch completes a circuit to illuminate an
annunciator, ALT WARN, to warn of operation requiring
oxygen.

Also incorporated into the outflow valve is a negative
pressure relief diaphragm to prevent outside atmospheric
pressure from exceeding cabin pressure.

BLEED AIR FLOW CONTROL UNIT

A flow control unit forward of the firewall in each nacelie
controls the bleed air from the engine to make it usable for
pressurization, heating, and ventilation. This unit is fully
pneumatic except for an electric solenoid operated by the
bleed air switches on the copilot's subpanel, a normaliy
open electric solenoid operated by the landing gear safety
switch, and a pneumatic thermostat which opens and closes
with temperature variations. The unit receives bieed air from
the engine into an ejector which draws ambient air into the
venturi of the nozzile. The mixed air is then forced into the
bleed air line which goes through the heat exchanger in the
wing center section before reaching the cabin.
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ENVIRONMENTAL SYSTEM SCHEMATIC
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A line from the bleed air ejector chamber to the normally
closed electric solenoid is under pressure any time the
engine is in operation. When the bieed air valve control
switch on the copilot's subpanel is moved to OPEN, the
electric solenoid valve opens, permitting air to pressurize
the line to the reference pressure regulator. Here the air is
regulated to a constant value of less than the bleed air
pressure supply. All lines downstream from the regulator are
provided with orifices to slow the movement of the valves
and to allow the aneroid control to function accurately. The
aneroid control restricts flow in its supply line in order to
back up pressure into the ejector flow control actuator.
When the bellows in the ejector flow control actuator is
pressurized, it opens the ejector to allow more bleed air into
the nozzle. Thus, the aneroid control regulates bleed air
flow.

The firewall shutoff valve in the bleed air lines is a spring-
loaded, bellows-operated valve that is held in the open
position by pressure directly from the pressure regulator.
When the electric solenoid is shut off, or when bleed air
diminishes on engine shutdown (in both cases the pressure
to the firewall shutoff valve is cut off), the firewall valve
closes.

The ambient airflow is regulated by a normally open
ambient modulator valve upstream from the ejector. This
valve is normally open with no pressure on the system and
is used to restrict the flow of ambient air to the ejector
nozzle. When the airplane is on the ground and the landing
gear safety switch is open, a normally open electric solenoid
closes upstream from the pneumatic thermostat, building up
pressure to close the ambient modulator valve. On the
ground, with bleed air at lower temperatures, no ambient air
is allowed to enter the bleed air fine. In flight, the solenoid
opens and pressure is allowed to bleed off through the
pneumatic thermostat, creating a stabilized pressure
condition to the ambient modulator valve. As temperatures
lower, the pneumatic thermostat begins to close, which in
turn closes the ambient modulator valve, shutting off the
flow of ambient air to the ejector. Thus, the pneumatic
thermostat governs the temperature of the hot air available
to the cabin by regulating the amount of cool ambient air
into the warm bleed air.

HEATING

Bleed air from the engine, combined with ambient air
through the pressurization and heating flow control unit in
the nacelle, is ducted into the cabin for heating and
pressurization. While the airplane is on the ground, a
solenoid closes off the ambient air to provide only the warm
bleed air to the cabin. At liftoff, the landing gear safety
switch opens a solenoid valve, allowing ambient air to be
injected nto the bleed air. The flow of incoming ambient air
is controlled by the pneumatic thermostat. The heat of the
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engine bleed air is usually sufficient to maintain a
comfortable cabin temperature.

There are two heating modes: manual and automatic.
Selection of manual heating imposes continuous operation
in that mode with regulation provided through the Manual
Temperature control. In the automatic mode, the
temperature may be regulated with the Cabin Temperature
Control located on the copilot's subpanel.

SUPPLEMENTAL ELECTRIC HEAT

An integral electric heater with eight heating elements is
provided to supplement the heating of the air within the
cabin if necessary. With the Electric Heat switch in the
NORM position, the heater automatically provides
supplemental heat whenever necessary. An electric heat
lockout system is provided. This assures that the elements
of the electric heater will be blocked from functioning in
favor of load requirements for the windshield anti-ice andior
propeller deice system.

If desired, an external power unit may be used during
ground operation to provide initial cabin heating with the
electric heater. (Refer to HANDLING, SERVICING AND
MAINTENANCE Section for use of external power.)

DEFROSTING

The Defrost Air control on the pilot's subpanel controls the
amount of incoming heated air that is directed through the
windshield defrosting vents.

COOLING

Bleed air that is used during the cooling mode is passed
through the heat exchange in the wing center section. An air
intake on the leading edge of the wing brings ram air into
the heat exchanger to cool the bleed air that is being ducted
into the cabin. This ambient air, on leaving the heat
exchanger, 1s dumped overboard through louvers on the
bottom side of the wing. In the cooling mode, a bypass
valve downstream from the heat exchanger routes the bleed
air through the heat exchanger. After the air enters the
cabin, it is distributed through the ducting system and
recirculated. The air conditioner evaporator is mounted in
the lower pan of the nose forward of the pressure bulkhead.
Cooling air is supplied to the air conditioner condenser by
being drawn in through a louvered intake in the right side of
the nose and exhausted out through louvers in the left side.
The unit is electrically driven, has a rated capacity of 16,000
Btu, and uses a refrigerant gas. The circuit breaker that
protects the air conditioner circuit, as weli as the circuit for
normal electric heat, is located on the cockpit floor just left
of the pedestal.
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ENVIRONMENTAL CONTROLS

An environmental control section on the copilot's subpanei
provides for automatic or manual control of the system. This
section contains all the major controls of the environmental
function: bleed air valve switches, a vent blower control
switch, a manual temperature switch for control of the heat
exchanger valves, an electric heat mode selector switch, a
cabin temperature level control, and the mode selector
switch for selecting manual or automatic heating or cooling.

Bleed air entering the cabin is controlled by bleed air valve
switches placarded BLEED AIR VALVE - OPEN - ENV OFF
- INSTR & ENV OFF. When the switch is in the OPEN
position, the environmental flow control unit and the
pneumatic instrument air valve are open. When the switch is
in the ENV OFF position, the environmental flow control unit
is closed and the pneumatic instrument air valve is open; in
the INSTR & ENV OFF position, both are closed. For
maximum cooling on the ground, turn the bleed air valve
switches to the ENV OFF position.

Above the Bleed Air Valve switches is the Vent Blower
switch, placarded VENT BLOWER - HIGH - LO - AUTO.
HIGH and LO positions regulate the blower to two speeds
for manual operation. In the AUTO position the fan will run
at low speed, but when the mode selector switch is placed
in the OFF position, the blower will turn off.

To the left of the Vent Blower switch is a spring-loaded
switch placarded MANUAL TEMP - INCR - DECR. It
controls the motor driven bypass valves downstream of the
heat exchangers in the wing center sections. In the
automatic mode, the motors are driven to the proper degree
of valve opening automatically as regulated by the
controller. In the manual mode, the valve opening is
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controlled manually by moving the Manual Temperature
switch to INCR or DECR and holding it in that position until
the motor drives the valve to the desired position.

Also in the ENVIRONMENTAL group is the Electric Heat
switch. its three positions are GRD MAX - NORM - OFF.

This switch is solenoid held in the GRD MAX position when
on the ground and will drop down to the NORM position at
liftoff when the landing gear safety switch is opened. It
provides for maximum electric heat-from all eight elements
of the electric heater for initial warmup of the cabin. If all the
electrical heating elements are not desired for initial
warmup, the switch may be placed in the NORM position for
warmup in which only four elements will be utilized. In this
position the four heating elements operate automatically, in
conjunction with the cabin thermostat, to supplement bleed
air heating. The OFF position turns off all electric heat and
leaves cabin heating to be provided by bleed air.

The CABIN TEMP - INCR control adjacent to the- Electric
Heat switch provides regulation of the temperature leve! in
the automatic mode. A temperature sensing unit in the
cabin, in conjunction with the control setting, initiates a heat
or cool command to the temperature controlier for desired
cockpit and cabin environment.

Adjacent to the Cabin Temperature controlier is the mode
selector, placarded CABIN TEMP MODE. With the selector
in the MAN HEAT or MAN COOL position, regulation of the
cabin temperature is accomplished manually with the
Manual Temp control.

NOTE

Bypass valves will remain in last position when
mode switch is turned off.
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PITOT PRESSURE SYSTEM

The pitot system provides a source of impact air for the
operation of flight instruments.

A heated pitot mast is located on each side on the bottom of
the nose. Tubing from each mast is plumbed into the cabin
to the instrument panel for the instruments.

Switches for pitot heat, placarded PITOT - LEFT -
RIGHT, are located on the pilot's subpane! in the ICE
protection group. Pitot heat should not be used on the
ground except for brief periods to check operation or thaw
the pitot of ice or snow.

STATIC PRESSURE SYSTEM

A dual static system provides two sources of static air to the
flight instruments through two static air fittings on each side
of the aft fuselage. Each static source has a fitting on each
side.

An emergency static-air line, which terminates just aft of the
rear pressure bulkhead, provides a source of static air for
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the pilot's instruments in the event of source failure from the
pilot's static air line. A control on the right side panel,
placarded PILOT'S EMERGENCY STATIC AIR SOURCE,
may be actuated to select either NORMAL or ALTERNATE
air source by a two position selector valve. The valve is
secured in the NORMAL position by a spring clip. Altimeter
and airspeed information graphs are provided in the
PERFORMANCE SECTION for computation when
operating on Emergency Static Air.

VACUUM AND PNEUMATIC SYSTEMS

Engine-compressor bleed air, regulated at 18 psi, supplies
pressure for the surface deice system and the autopilot.
Vacuum for the flight instruments is derived from a bleed air

ejector. One engine can supply sufficient bleed air for alt
these systems.

During single-engine operation, a check valve in each bieed
air line from the engines prevents flow back through the line
on the side of the inoperative engine. A suction gage
calibrated in inches of mercury on the right side panel
indicates instrument vacuum. To the right of the suction
gage is a pressure gage which indicates air pressure
available to the deice distributor valve.

PITOT AND STATIC SCHEMATIC

COPILOT'S PITOT

TO PILOT'S INSTRUMENTS

PILOT'S PITOT
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OXYGEN SYSTEM

The King Air B100 oxygen system utilizes a standard 22-
cubic-foot cylinder or optional 49-, 64-, or 76-, cubic-foot
cylinder installed aft of the aft pressure bulkhead. The
oxygen system pressure regulator and control valve is
attached to the cylinder and activated by a remote push-puli
knob located to the rear of the cockpit overhead light control
panel.

The system is of the constant flow type, based on adequate
flow for an altitude of 30,000 feet. Each mask plug is

SUPPLY PRESSURE GAGE

FILLER VALVE
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equipped with its own regutating orifice. Since the orifice is
in the mask plug, the Oxygen Duration Chart is based on a
flow rate of 3.70 Liters Per Minute, (LPM-NTPD). The pilot's
and copilot's oxygen masks are kept under their seats with
oxygen outlets located on the forward cockpit sidewalls.
Passengers’ masks are kept in seat back pockets except in
the couch installation, where they are stored under the
seats. The cabin outlets are located on the cabin headliner
at the top center at both forward and aft ends of the cabin.
When not in use they are protected by a sliding cover. All
masks are easily plugged in by pushing the orifice in firmly
and turning clockwise approximately one quarter turn.
Unplugging is easily accomplished by reversing the motion.
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BLEED AIR WARNING SYSTEM

The bleed air lines from the engines to the cabin are
shielded with insulation to protect other components from
heat. Heat is also dissipated in the air-to-air heat exchanger
in the center wing section. The bleed air lines are
accompanied in close proximity by plastic tubing from the
engines to the cabin. One end of the tubing is plugged off
and the other is connected to a bleed air source in the cabin
to supply the line with pressure. Upon release of pressure in
the tubing, a normally open switch in the line, located in the
fuselage, will close, causing a circuit to be completed to the
respective BLEED AIR LINE FAILURE annunciator in the
glareshield annunciator panel.

STALL WARNING/SAFE FLIGHT SYSTEM

The stall warning/safe flight system consists of a safe flight
indicator mounted on the left side of the glareshield, a
breaker type switch on the left subpanel, a warning horn
forward of the right instrument panel, and a heated lift
transducer vane and face plate on the leading edge of the
left wing. The heater for the lift transducer vane receives
power while the Battery Master Switch is on and is
protected by a circuit breaker on the right subpanel. The
heater for the face plate is activated by the STALL WARN
switch.

The level of heat is minimal for ground operation, but is
automatically increased for flight operation through the right
landing gear safety switch.

When aerodynamic pressure on the lift transducer vane
indicates that a staill is imminent, a transistor switch is
actuated to complete the circuit to the stall warning horn.

WARNING

The heater elements protect the lift transducer
vane and face plate from ice, however, a
buildup of ice on the wing may disrupt the
airflow and prevent the system from accurately
indicating an incipient stall.

The lift transducer vane also senses the angle of attack for
the safe flight indicator. This information is transmitted as a
relative speed reading on the linear scale. The best
approach speed is indicated when the needle centers on the
scale of the indicator.
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ICE PROTECTION SYSTEMS
PROPELLER ELECTROTHERMAL DEICE SYSTEM
On airplane serials BE-1 thru BE-113:

The propelier electric deice system includes: an electrically
heated boot for each propeller blade, brush assemblies, slip
rings, an ammeter, automatic timer, and manual and auto-
matic switches on the pilot's subpanel.

Two propeller deice switches, placarded PROP AUTO-OFF
and INNER-OUTER provide for the control of the system. A
deice ammeter on the right subpane! registers the amount
of current (18 to 24 amperes) passing through the system. If
the current rises above the switch limit, an integral circuit
breaker will cut off the power to the timer. When the
AUTO-OFF switch is at AUTO, current flows from the timer
to the brush assembly and then to the slip rings installed on
the spinner backing plate. The slip rings distribute current to
the deice boots on the propeller blades. Heat from the boots
reduces the grip of the ice, which is then removed by the
centrifugal effect of propeller rotation and the blast of the air
stream. Power to the two heating elements on each blade
(the inner and outer element) is cycled by the timer in the
following sequence: right propeller outer element, right pro-
peller inner element, left propeller outer element, left propel-
ler inner element. All four circuits for the inner and outer
elements on the blades of both propeliers are protected by
separate fuses located in the cabin aft of the main spar
under the center aisle. Loss of one heating element circuit
on one side does not mean that the entire system must be
shut off. With one tuse blown, only the circuit protected by
that fuse will be lost while the rest of the system remains
operable. Each heating phase is 30 seconds in duration and
the timer makes a complete cycle every two minutes. When
the timer switches to the next phase of operation, the
ammeter will register a momentary deflection. When the
manual switch, which is spring-loaded to the center, is held
to either the INNER or QUTER position, power flows to the
selected element on both propeliers.

Electric heat will be disabled during operation of the
propeller electric deice system in the manual or automatic
mode.

On airplane serials BE-114 and after:

The propeller electric deice system includes: electrically
heated deicer boots, slip rings and brush block assemblies,
a timer for automatic operation, a ammeter, three circuit
breakers and two fuses for left and right propeller and
control circuit protection, and two switches located on the

pilot's subpanel for automatic and manual control of the
system.
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A circuit breaker switch located on the pilot's subpanel,
placarded PROP-AUTO-OFF, is provided to activate the
automatic system. Upon placing the switch to the AUTO
position the timer diverts power through the brush block and
slip ring to all heating elements on one propeller. Subse-
quently, the timer then diverts power to all heating elements
on the other propeller for the same length of time. This cycle
will continue as long as the switch is in the AUTO position.
This system utilizes a metal foil type single heating element
energized by DC voltage. The timer switches every S0
seconds resulting in a complete cycle in approximately 3
minutes.

A manual override system is provided as a backup to the
automatic timer. A control switch located on the left sub-
panel, placarded PROP-MANUAL-OFF, controls the manual
override relay. Upon placing the switch in the MANUAL
position, the automatic timer is overridden and power is then
supplied to the heating elements of both propellers simul-
taneously. This switch is of the momentary-type and must
be held in position for approximately 90 seconds to dislodge
ice from the propeller surface. This procedure must be
repeated as required to avoid significant buildup of ice
which will result in loss of performance, vibration, and
impingement upon the fuselage. The prop deicer ammeter
will not indicate a load while the propeller deice system is
being utilized in the manual mode. However, the loadmeters
will indicate an approximate .05 increase of load per meter
while the manual prop deice system is operating.

The electric heat is not affected during operation of the
propelier electric deice system.

WINDSHIELD ANTI-ICE

Windshield heat for both pilot and copilot windshields is
controlled by a toggle switch on the pilot's subpanel placard-
ed WSHLD - BOTH - OFF - PILOT. The control circuit of this
system is protected by a 50-ampere fuse on a panel
mounted on the forward pressure bulkhead. Electricity is
used to heat the windshield heating elements buried in the
glass. The power circuit of this system is protected by a 35-
ampere circuit breaker located on the lower pedestal, and a
40-ampere limiter located on the belly terminal board brack-
et. A controller with a temperature sensing unit maintains
proper heat at the windshield surface.

7-40

BEECHCRAFT
King Air B100

Because of the close proximity of the magnetic standby
compass to the windshield, erratic operation of the compass
may be expected while windshield heat is being used.

SURFACE DEICE SYSTEM

The surface deice system removes ice accumulation from
the leading edges of the wings and the vertical and hori-
zontal stabilizers. Ice removal is accomplished by alternate-
ly inflating and deflating the deice boots. Pressure regulated
bleed air from the engines supplies pressure to inflate the
boots. A venturi ejector, operated by bleed air, creates
vacuum to deflate the boots and hold them down while not
in use. To assure operation of the system should one
engine fail, a check valve is incorporated into the bleed air
line from each engine to prevent loss of pressure through
the compressor of the inoperative engine. Inflation and
deflation phases are controlled by a distributor valve. A
three-position switch on the pilot's subpanel placarded
DE-ICE CYCLE - SINGLE - OFF - MANUAL, controls the
deicing operation. The switch is spring loaded to return to
the OFF position from SINGLE or MANUAL When the
SINGLE position is selected, the distributor valve opens to
inflate the boots. After an inflation period of approximately 7
seconds, a timer delay relay switches the distributor to
deflate the boots. When deflation is complete, the cycle
ends. If the switch is held in the MANUAL position, the
boots will inflate and remain inflated until the switch is
released to return to OFF. Then the boots will deflate and
remain in the vacuum hold down condition until again
actuated by the switch. Since very thin ice may cling to the
boots during the removal attempt, the most effective deicing
operation is achieved by allowing a buildup of approximately
v2-1 inch of ice to form before activating the deice boots.

Surface deice system shall not be operated at ambient
temperatures below —40 C.

CAUTION

Operation exceeding this temperature limit can
result in permanent damage to the deice boots.
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PITOT MAST HEAT

Heating elements are installed in the pitot masts located on
the nose Each heating element is controlled by an
individual switch, one placarded P!TOT - LEFT and the
other PITOT - RIGHT, located on the pilot's subpanel. It s
not advisable to operate the pitot heat system on the ground
except for testing or for short intervals of time to remove ice
or snow from the mast.

STALL WARNING ANTI-ICE

A heating element is installed in the stall warning vane and
mounting pad on the wing. The vane is heated anytime the
Battery Master Switch is ON. A switch placarded STALL
WARN controls power to the mounting pad element.

The level of heat is minimal for ground operation, but is
automatically increased for flight operation through the right
landing gear safety switch.

[FUEL VENTS

The fuel system vents, located on the bottom of each wing
center section, are provided with a heating element con-
trolled by the FUEL VENT - LEFT - RIGHT switches on the
pilot's subpanel.

AVIONICS COMPARTMENT SMOKE DETEC-
TION SYSTEM

An optional smoke detector, with a constantly burning light,
a photoconductive ceil, and an amplifier enclosed in a
perforated case, is located in the nose avionics compart-
ment to warn of the presence of smoke. Smoke particles
entering the case reflect infrared rays from the light into the
cell, which transmits a signal to the smoke detector am-
plifier. The potential of this signal is proportional to the
density of the smoke. When the signat strength is sufficient
to close the relay in the amplifier, the red annunciator on the
annunciator panel, ptacarded SMOKE, illuminates.

When the smoke detector is installed, the fire detector test
switch will have an additional position, placarded SMOKE,
available to check the smoke detection circuit. It is checked
in the same manner as the fire detection circuits except that
the SMOKE annunciator will illuminate instead of the FIRE
annunciators.

COMFORT FEATURES
TOILET

Aft of the passenger compartment, and separated from it by
a sliding-door-type partition, is a chemical type toilet. Op-
tionally, an electrically operated flushing type toilet may be

7-42

BEECHCRAFT
King Air B100

installed.

RELIEF TUBES

A relief tube is contained in a special tilt-out compartment at
the aft side of the toilet cabinet. A relief tube may also be
installed in the cockpit, and stowed under the pilot or copilot
chair. The hose on the cockpit relief tube is of sufficient
length to permit use by either pilot or copilot.

A valve lever is located on the side of the relief tube horn.
This valve lever must be depressed at all times while the
relief tube is in use. Each tube drains into the atmosphere
through its own special drain port, which protrudes from the
bottom of the fuselage. Each drain port atomizes the
discharge to keep it away from the skin of the airplane.

NOTE

The relief tubes are for use during flight only.

CABIN FEATURES
FIRE EXTINGUISHERS

An optional portable fire extinguisher may be instalied on
the floor on the left side of the airplane forward of the airstair
entrance door, just aft of the rearmost seat. Another one
may also be installed underneath the copilot's seat.

WINDSHIELD WIPERS

The dual windshield wiper installation consists of a motor,
arm assemblies, drive shafts and converters located forward
of the instrument panel. The system includes a control
switch, located in the upper left corner of the overhead
panel. The system circuit breaker is located in the right
subpanel. Windshield wipers may be operated for flight and
ground operations. Do not use them on dry glass.

BE-1 through BE-84:

The controt knob, placarded PARK - SLOW - FAST, controls
the wipers with two speeds for light or heavy precipitation.
An intermediate position between PARK and SLOW serves
as the off position. After the control is turned to PARK to
bring the wipers to their most inboard position, spring
loading returns the control to the off position.

BE-85 and After:

The control knob, placarded PARK - OFF - SLOW - FAST,
controls the wipers with two speeds for light or heavy
precipitation. After the controi is turned to PARK to bring the
wipers to their most inboard position, spring loading returns
the control to the OFF position.
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INTRODUCTION TO SERVICING

The purpose of this section is to outline to the owner and
operator, the requirements for maintaining the airplane in a
condition equal to that of its original manufacture. This
information sets the time intervals at which the airplane
should be taken to a Raytheon Aircraft authorized outlet for
periodic servicing or preventive maintenance. The Federal
Aviation Regulations place the responsibility for the
maintenance of this airplane on the owner and the operator,
who should make certain that all maintenance is done by
qualified mechanics in conformity with all airworthiness
requirements established for this airplane. All limits,
procedures, safety practices, time limits, servicing and
maintenance requirements contained in this handbook are
considered mandatory. Raytheon Aircraft authorized outlets
can provide recommended modification service, and
operating procedures issued by both the FAA and Raytheon
Aircraft Company, which are designed to get maximum utility
and safety from the airplane. If a question arises, concerning
the care of the airplane, it is important that the airplane serial
number be included in any correspondence. The serial
number appears on the Manufacturer’s dentification Plaque,
located on the aft frame of the airstair door opening.

WARNING |

The Beech Model B100 is a pressurized
airplane. Drilling, modification, or any
type of work which creates a break in the
pressure vessel is considered the
responsibility of the owner or facility per-
forming the work. Obtaining approval of
the work is, therefore, their responsibit-
ity.

PUBLICATIONS

I The following publications for the Beech Model B100 are

available through Raytheon Aircraft authorized outlets.
1. Pilot's Operating Handbook and FAA Approved Airpiane
Flight Manual.
2. Pilot’s Check List
3. Maintenance Manual

4. Components Maintenance Manual (Includes Supplier
Data)

5. Wiring Diagram Manual
6. Parts Catalog

7. Service Bulletins

The following information items will be provided, at no
charge, to the registered owner/operator of this airplane:
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* Retssues and revisions of Pilot's Operating Handbook
and FAA Approved Airplane Flight Manual.

» Original issues and revisions of FAA Approved Airplane
Flight Manual Supplements.

» Original issues and revisions of Raytheon Aircraft Ser-
vice Bulletins.

The above publications will be provided to the registered
owner/operator at the address listed on the FAA Aircraft
Registration Branch List or the Raytheon Aircraft Domestic/
International Owners Notification List. Further, the owner/
operator will receive only those publications pertaining to the
registered airplane serial number. For detailed information on
how to obtain "Revision Service" applicable to this handbook
or other Raytheon Aircraft Service Publications, consult any
Raytheon Aircraft authorized outlet, or refer to the latest
revision of Raytheon Aircraft Service Bulletin No. 2001.

AIRPLANE INSPECTION PERIODS

Required Airplane inspection periods are found in the
following publications:

1. Raytheon Aircraft Maintenance Manual

2. Raytheon Aircraft Structural Inspection Repair Manual

NOTE

The FAA may require other inspections
by issuance of Airworthiness Directives
applicable to the airplane, engines, pro-
pellers, and components. It is the
responsibility of the owner/operator to
ensure that all applicable Airworthiness
Directives are complied with, and when
repetitive inspections are required, to
assure compliance with subsequent
inspection requirements. 1t is also the
responsibility of the owner/operator to
ensure that all FAA required inspections
and most Raytheon Aircraft recom-
mended inspections are accomplished
by properly certificated mechanics at
properly certificated agencies (both
meeting FAR 91 and FAR 43 require-
ments). Consult any Raytheon Aircraft
authorized outlet for assistance in deter-
mining and complying with these
requirements.

SPECIAL CONDITIONS CAUTIONARY NOTICE

Airplanes operated for Air Taxi, or other than normal
operation, and airplanes operated in humid tropics or cold
and damp climates, etc., may need more frequent
inspections for wear, corrosion, and/or lack of lubrication. In
these areas, periodic inspections should be performed until
the operator can set his own inspection periods based on
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experience. The required periods do not constitute a
guarantee that the item will reach the period without
malfunction, as the aforementioned factors cannot be
controlled by the manufacturer.

PREVENTIVE MAINTENANCE THAT MAY BE
ACCOMPLISHED BY A CERTIFICATED PILOT

1. A certificated pilot may perform limited maintenance.
Refer to FAR Part 43 for the items which may be accom-
plished. To ensure that proper procedures are followed,
obtain a Beech King Air 100 Series Maintenance Man-
ual prior to performing preventive maintenance.

2. All other maintenance must be performed by properly
certificated personnel. Contact a Raytheon Aircraft
authorized outlet.

NOTE
Pilots operating airplanes of other than
U.S. Registry should refer to the regula-
tions of the country of registry for infor-
mation on preventive maintenance
which may be performed by a pilot.

ALTERATIONS OR REPAIRS TO AIRPLANE

The FAA should be contacted prior to any alterations of the
airplane to ensure that the airworthiness of the airplane is not
violated.

NOTE
Alterations or repairs to the airplane
must be accomplished by properly
licensed personnel.

WARNING

Use only genuine Raytheon Aircraft or
Raytheon Aircraft approved parts
obtained from Raytheon Aircraft
approved sources, in connection with
the maintenance and repair of Beech
airplanes. Genuine Raytheon Aircraft
parts are produced and inspected under
rigorous procedures to ensure airworthi-
ness and suitability for use in Beech air-
plane applications. Parts purchased
from sources other than Raytheon Air-
craft, even though outwardly identical in
appearance, may not have had the
required tests and inspections per-
formed, may be different in fabrication
techniques and materials, and may be
dangerous when installed in an airplane.
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Salvaged airplane parts, reworked parts
obtained from non-Raytheon Aircraft
approved sources, or parts, compo-
nents, or structural assemblies, the ser-
vice history of which is unknown or can-
not be authenticated, may have been
subjected to unacceptable stresses or
temperatures or have other hidden dam-
age, not discernible through routine
visual or usual nondestructive testing
techniques. This may render the pan,
component or structural assembly, even
though originally manufactured by
Raytheon Aircraft, unsuitable and
unsafe for airplane use.

Raytheon Aircraft expressly disclaims any responsibility for
malfunctions, failures, damage or injury caused by use of
non-Raytheon Aircraft approved parts.

GROUND HANDLING

The “Three View" drawing in Section |, GENERAL shows the
minimum hangar clearances for a standard airplane.
Allowances must be made for any special radio antennas and
the possibility of an under-inflated nose strut or tire.

TOWING

The tow bar connects to the upper torque knee fitting of the
nose strut. The airplane is steered with the tow bar when
moving the airplane by hand or it can be connected to a tug
to tow the airplane. Although the tug will control the steering
of the airplane, position someone in the pilot's seat to operate
the brakes as a safety precaution.

CAUTION

Always ensure that the airplane control
locks are removed before towing the air-
plane. Serious damage to the steering
linkage can result if the airplane is towed
while the control locks are installed.

CAUTION

Do not tow the airplane with a flat shock
strut.

The nose gear strut has turn limit warning marks to inform the
tug driver when turning limits of the gear will be exceeded.
Damage will occur to the nose gear and linkage if the turn
limit is exceeded. When ground handling the airplane, do not
use the propellers or control surfaces as hand holds to push
or move the airplane.
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CAUTION

Do not exert force on the propeller or
control surfaces. Do not place weight on
the stabilizers to raise the nose wheel.
When towing, limit turns to prevent dam-
age to the nose gear. Do not tow the air-
plane backward using the tail tie-down
ring as an attach point.

PARKING

The parking brake may be set by pulling out the parking brake
control, located on the extreme left side of the pilot's
subpanel, and depressing the toe of the pilot's rudder pedals.
The parking control closes dual valves in the brake lines that
trap the hydraulic pressure applied to the brakes and
prevents pressure loss through the master cylinders. To
release the parking brake, depress the pilot's brake pedals to
equalize the pressure on both sides of the parking brake
valves and push the parking brake fully in.

NOTE
Avoid setting the parking brake when the
brakes are hot from severe usage, or
when moisture conditions and freezing
temperature could form ice locks.

The parking brake should be disen-
gaged and wheel chocks installed if the
airplane is to be left unattended.
Changes in ambient temperature can
cause the brakes to release or to exert
excessive pressures.

TIE-DOWN

Three mooring eyes are provided: one underneath each
wing, and one in the ventral fin. To moor the airplane, chock
the wheels fore and aft, install the control locks, and tie the
airplane down at all three points. See "Control Locks" in
Section VII, SYSTEMS DESCRIPTION. if extreme weather is
anticipated, it is advisable to nose the airplane into the wind
before tying it down. Install engine inlet and exhaust covers,
propeller tie-down boots (one blade down) and pitot mast
covers when mooring the airplane.

NOTE
Unrestrained propellers are apt to wind-
mill. Windmilling at zero oil pressure, if
protonged, could result in bearing dam-
age. Windmilling propellers are a
SAFETY HAZARD.
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OUT-OF-SERVICE STORAGE AND CARE

Refer to the Beech King Air 100 Series Maintenance Manual.

ENGINE CARE DURING EXTREMELY WET
CONDITIONS

Refer to the Beech King Air 100 Series Maintenance Manual.

PROLONGED OUT OF SERVICE CARE

Refer to the Beech King Air 100 Series Maintenance Manual.

ENGINE CARE IN SALTY ENVIRONMENTS

When the airplane is operated in a salty atmosphere (such as
near the sea) or off of airstrips treated with salt:

1. Wash each engine exterior as soon as possible with
clean water.

2. Start each engine and run at ground idle for a minimum
of 10 minutes to remove moisture and sait residue.

3. Spray rust preventive material on fuel control assembly,
controls linkage assembly, and any exposed metal
parts.

4. Inspect the entire gearcase for corrosion and spray with
rust preventive material at one-week intervals. Pay par-
ticular attention to the areas around studs and inserts.

PREPARATION FOR SERVICE

Refer to the Beech King Air 100 Series Maintenance Manual.
SERVICING

FUEL SYSTEM
FUEL HANDLING PRACTICES

All hydrocarbon fuels contain some dissolved and some
suspended water. The quantity of water contained in the fuel
depends on temperature and the type of fuel. Kerosene, with
its higher aromatic content, tends to absorb and suspend
more water than aviation gasoline. Along with the water, it will
suspend rust, fint and other foreign materials longer. Given
sufficient time, these suspended contaminants will settle to
the bottom of the tank. However, the settling time for
kerosene is five times that of aviation gasoline. Due to this
fact, jet fuels require good fuel handling practices to assure
that the airplane is serviced with clean fuel. If recommended
ground procedures are carefully followed, solid contaminants
will settle and free water can be reduced to 30 parts per
million, a value that is currently accepted by major airlines.
Since most suspended matter can be removed from the fuel
by sufficient settling time and proper filtration, it is not a major
problem. Dissolved water has been found to be the major fuel
contamination problem. It's effects are multiplied in airplanes
operating primarily in humid regions and warm climates.
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Dissolved water cannot be filtered from the fuel by micronic-
type filters, but can be released by lowering the fuel
temperature, such as will occur in flight. For example, a
kerosene fuel may contain 65 ppm (8 fl oz. per 1000 gallons/
237 milliliters per 3785 liters) of dissolved water at 80°F
(26.7°C). When the temperature is lowered to 15°F (-9.4°C),
only about 25 ppm will remain in solution. The difference of
40 ppm will have been released as supercooled water
droplets which need only a piece of solid contaminant or an
impact shock to convert to ice crystals. Tests indicate that
these water droplets will not settle during flight and are
pumped freely through the system. if they become ice
crystals in the tank, they will not settle since the specific
gravity of ice is approximately equal to that of kerosene. The
40 ppm of suspended water seems like a very small quantity,
but when added to suspended water in the fuel at the time of
delivery, is sufficient to ice a filter. While the critical fuel
temperature range is from -40°F (-40°C) to -20°F (-28.9°C),
which produces severe system icing, water droplets can
freeze at any temperature below 32°F (0°C).

Water injet fuel also creates an environment favorable to the
growth of a microbiological "sludge" in the settiement areas
of the fuel cells. This sludge, plus other contaminants in the
fuel, can cause corrosion of metal parts in the fuel system as
well as clogging the fuel filters.

Since fuel temperature and settling time affect total water
content and foreign matter suspension, contamination can be
minimized by keeping equipment clean. Use adequate
filtration equipment and careful water drainage procedures.
Store fuel in the coolest areas possible, and allow adequate
settling time. Underground storage is recommended for fuels.
Filtering the fuel each time it is transferred will minimize the
quantity of suspended contaminants carried by the fuel.

The primary means of fuel contamination control by the
owner/operator is careful handling. This applies not only to
fuel supply, but to keeping the airplane system ctean. The
following is a list of steps that may be taken to prevent and
recognize contamination problems.

1. Know your supplier. It is impractical to assume that fuel
free from contaminants will always be available, but it is
feasible to exercise caution and be watchful for signs of
fuel contamination.

2. Assure, as much as possible, that the fuel obtained has
been properly stored, filtered as it is pumped to the
truck, and again as it is pumped from the truck to the air-
plane.

3. Perform filter inspections to determine if sludge is
present.

4. Periodically flush the fuet tanks and systems. The fre-
quency of flushing will be determined by the climate and
the presence of sludge.

5. Use only clean fuel servicing equipment.
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6. After refueling, allow a three-hour settie period when-
ever possible, then drain a small amount of fuel from
each drain.

CAUTION

Fuel has a deteriorating effect and the
tires should be cleaned promptly by
flushing with water or by applying an
absorbing material and sweeping the
area.

FILLING THE TANKS

When filling the airplane fuel tanks, always observe the
following:

1. Make sure the airplane is statically grounded to the ser-
vicing unit and to the ramp.

2. Service the main fuel system through the filler cap
located in the outboard fuel cell on the leading edge of
each wing near the wing tip. The filler caps for the auxil-
iary fuel system are located on the top of the center sec-
tion inboard of each nacelle.

CAUTION

Do not fill auxiliary tanks unless main
tanks are full. Do not fill auxiliary tanks
with aviation gasoline.

3. Allow a three hour settle period whenever possible, then
drain a small amount of fuel into a container from each
drain point. Check fuel at each drain point for contami-
nation.

FUEL GRADES AND TYPES

A FUEL BRAND AND TYPE DESIGNATION chart is included
later in this section. It gives the fuel refiner's brand names for
the designations established by the American Petroleum
Institute (API) and the American Society for Testing and
Materials (ASTM). The brand names are listed for ready
reference and are not specified by Raytheon Aircraft
Company as the only acceptable products. Any product
conforming to the recommended specifications may be used.

Aviation Kerosene Grades Jet A, Jet A-l, Jet B, JP-4, and
JP-5 may be mixed in any ratio. Aviation Gasoline Grades 80/
87 and 100LL are the only alternate fuels approved and may
be mixed with the recommended fuels in any ratio. If the
normal ratio of aviation gasoline to normal fuel exceeds 25%,
then 1 quart of MIL-L-6082 must be added for every 100
gallons of aviation gasoline. The use of aviation gasoline
grade 80/87 is limited to 1000 gallons per engine per 100
hours of operation.
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The use of aviation gasoline grade 100LL is limited to 250
gallons per engine per 100 hours of operation or a total of
7000 gallons per engine during any overhaul period. Aviation
gasoline may not be used in the auxiliary tanks.

FUEL ADDITIVES
ICING INHIBITOR

Approved fuel system icing inhibitor may be used in amounts
not to exceed 0.15% by volume when soluble in jet turbine
fuel. Refer to the Beech King Air 100 Series Maintenance
Manual for procedures to follow when blending anti-icing
additive to the airplane fuel.

ADDING BIOCIDE TO FUEL

Refer to the Beech King Air 100 Series Maintenance Manual
for procedures to follow when adding biocide to the airplane
fuel.

DRAINING THE FUEL SYSTEM

Refer to the Beech King Air 100 Series Maintenance Manual.

The auxiliary fuel tank need not be drained in order to replace
the standby fuel pump.

DEFUELING ADAPTER

The defueling adapter assembly is a spring-loaded check
valve inserted into a threaded boss. The boss is welded onto
a mounting plate which is attached directly to the bottom of
the nacelle fuel cell. When the nacelle fuel cell is to be
removed from the airplane the complete adapter assembly
must be removed. In the event the check valve itself
malfunctions, it may be removed by screwing it out of the
boss. Refer to the Beech King Air 100 Series Maintenance
Manual for procedures to remove the defueling adapter
assembly.

CLEANING FUEL FILTERS

FIREWALL FUEL FILTER

Refer to the Beech King Air 100 Series Maintenance Manual.
FUEL PUMP FILTER

Refer to the Beech King Air 100 Series Maintenance Manual.
OIL SYSTEM

Servicing the engine oil system primarily involves maintaining
the engine oil at the proper level, inspecting and cleaning, or
replacing the filter element, and changing the oil at the proper
intervals (Refer to the Beech King Air 100 Series
Maintenance Manual). Flush the system and change the oil
any time the oil has been contaminated by metal particles.
Otherwise, the only service required is to maintain the oil
level and clean the filters as noted above.
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CAUTION

Do not mix different brands of oil when
adding oil between changes. Different
brands or types of oil may be incompati-
ble because of the difference in their
chemical structures.

The oil tank is provided with an oil filler neck, quantity dipstick
and cap. The filler neck and dipstick protrude through the
accessory gearcase housing at the eleven o’clock position.
Access to the dipstick cap is gained by opening the small
access door in the forward right engine cowl. Access to the
drain plug is gained by removing the fiberglass oil cooler air
inlet scoop.

Service the oil system with oil as specified in the Consumable
Materials Chart. Do not mix different oil brands. When a dry
engine is first serviced it will require approximately 3 quarts in
addition to tank capacity to fill the lines and the cooler, giving
a total system capacity of 10.5 quarts. The engine will trap
approximately 2.5 quarts which cannot be drained; therefore,
when performing an oil change, refill the system with 7 quarts
and add additional oil, based on the dipstick reading. The
dipstick indicates one quart below full when the oil level is
normal. Overfilling may cause a discharge of oii through the
breather until a satisfactory level is reached.

CAUTION

Spilled oil should be removed immedi-
ately to prevent the possibility of con-
taminating the airplane’s tires. Qil (in
some instances) can cause the rubber of
the tires to deteriorate.

ENGINE OIL FILTER

The engine oil filter is located on the upper right side of the
engine. For cleaning or replacement of the oil filter, refer to
the Beech King Air 100 Series Maintenance Manual.

CHANGING THE ENGINE OIL

Refer to the Beech King Air 100 Series Maintenance Manual.

PROPELLER BLADES

The daily preflight should include a careful examination of the
propeller blades for nicks and scratches.

Each blade leading edge should receive particular attention.
It is very important that ali nicks and scratches be smoothed
out and polished. Raytheon Aircraft Service Centers or
dealers will be glad to answer any questions concerning
propeller blade repair.
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BATTERIES

The two 24-volt nickel-cadmium batternes are highly valued
because they have the potential for years of reliable service.
However, careful maintenance is required to obtain this
service. Nickel-cadmium batteries are significantly different
from lead-acid batteries. When service is required for nickel-
cadmium batteries it is recommended they be serviced by an
authorized Raytheon Aircraft Service Center or dealer.

For detailed servicing of the battery, refer to the Beech King
Air 100 Series Maintenance Manual.

WARNING |

Serious injury can result from the han-
dling of nickel-cadmium batteries by
untrained personnel.

EXTERNAL POWER

The external power receptacle is located on the lower side of
the right engine nacelle just aft of the main gear. This
receptacle will accept a standard AN-type plug. External
power can be used to operate all the electrical equipment
(this includes avionics checkouts) during ground operations
without the engine running, and it can be used to start the
engines. An external power source is capable of delivering
300 amperes, and up to 1000 amperes for 0.1 second, is
required for engine starting assist.

WARNING |

Do not exceed 400 amperes continuous
power load.

The airplane electrical system is automatically protected from
reverse polarity (i.e., positive ground) by a diode network in
the external power circuit.

The following precautions must be observed when using an
external power source:

1. Turn the external power unit OFF before connecting it to
the airplane to prevent arcing. Turn the Avionics Master
Switch, located on the pilot's left subpanel, to the OFF
position. Turn the battery switch ON to allow the battery
to absorb voltage transients that may be present in
some external power units.

NOTE
If the airplane batteries do not indicate a
minimum of 20 volts, they must be
recharged prior to using external power
for starting engines.
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2. If external power is connected to the airplane but power
is not available at the battery bus, a check should be
made with a voltmeter to determine the polarity of the
power unit. The airplane wili only accept negatively
grounded external power.

3. If the unitis not equipped with a standard AN plug, check
the polarity with a voltmeter. Connect the positive lead
to the center large post of the receptacle and the ground
to the other large pin. The small pin is the polarizing pin
and must be supplied with a positive 24 VDC to close the
external power relay.

SHOCK STRUTS

WARNING

NEVER FILL SHOCK STRUTS WITH
OXYGEN.

Service the shock struts according to the Beech King Air 100
Series Maintenance Manual. If it becomes necessary to
service the shock struts due to leakage of either the hydraulic
oil or the air, the following procedure should be followed:

NOSE GEAR STRUT

1. Release all the air from the strut by depressing the core
of the air valve on top of the strut.

2. Remove the air valve and wipe clean. with the strut fully
compressed, the end of the filler neck on the air valve
should touch the oil. If the oil is below this level, add MIL-
H-5606 hydraulic oil. Reinstall and safety the air valve.

3. With the airplane empty except for full fuel and oll, inflate
the nose strut until the inner cylinder is extended 3 to 3-
1/2 inches.

MAIN GEAR STRUT

1. Release all the air from the strut through the air valve
and remove the core from the valve.

2. Fully compress the strut and attach a small hose over
the air valve and immerse the other end of the hose in
MIL-H-5606 hydraulic oil. Slowly extend the strut to vac-
uum the oil into the cylinder. Cycling the strut will expel
any trapped air. Return the strut slowly to the fully com-
pressed position. This will force the excess oil back into
the container and the strut will be properly filled with oil.

3. With the airplane empty except for full fuel and oll, inflate
the nose strut until the inner cylinder is extended 4 to
4-1/2 inches.
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CAUTION

If a compressed air bottle containing air
under high pressure is used, exercise
care to avoid over-inflating the shock
strut.

Verify the shock strut servicing procedures with the Beech
King Air 100 Series Maintenance Manual.

TIRES

The King Air B100 is equipped with dual 18 x 5.5, 8 or 10 ply
rated tubeless tires on each main landing gear and a 6.50 x
10, 6 ply tubeless tire on the nose gear. Airplanes equipped
with high floatation landing gear have 6.50 x 10, 6-ply-rated
or 10-ply-rated tubeless tires on both the main and nose
landing gear.

CAUTION

Tires that have picked up a film of fuel,
hydraulic fluid or oil should be washed
down as soon as possible with a deter-
gent solution to prevent deterioration of
the rubber.

Maintaining proper tire inflation will help to avoid damage
from landing shock and contact with sharp stones and ruts,
and will minimize tread wear. When inflating the tires, inspect
them for cuts, cracks, breaks, and tread wear. Refer to the
Beech King Air 100 Series Maintenance Manual for more
detailed inspection and repair procedures.

TIRE INFLATION PRESSURE (psi)

MAIN GEAR NOSE GEAR
8 ply 10 ply 6 ply
Standard 104 - 108 94 - 98 55 -60
High Flotation 55 - 59 (6 ply) 55 - 60
CAUTION

Raytheon Aircraft Company cannot rec-
ommend the use of recapped tires.
Recapped tires have a tendency to swell
as a result of the increased temperature
generated during takeoff. Increased tire
size can jeopardize proper function of
the landing gear retract system, with the
possibility of damage to the landing gear
doors and the retract mechanism.
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NOTE
While Raytheon Aircraft Company can-
not recommend the use of recapped
tires, tires retreaded by an FAA-
approved repair station with a special-
ized service-limited rating for TSO-C62¢
may be used.

BRAKE SYSTEM

Brake system servicing is limited to maintaining adequate
hydraulic fluid in the reservoir mounted on the bulkhead in the
upper left corner of the nose radio compartment. A dipstick is
provided for measuring the fluid level. When the reservoir is
low on fluid, add a sufficient quantity of approved hydraulic
fluid to fill the reservoir to the full mark on the dipstick.

The only other requirement related to servicing involves the
wheel brakes themselves. Brake lining adjustment is
automatic, eliminating the need for periodic adjustment of the
brake clearance. Refer to the Beech King Air 100 Series
Maintenance Manual for more detailed inspection and repair
procedures.

INSTRUMENT VACUUM AIR

Vacuum for the flight instruments is obtained by operating an
ejector with bleed air from the engines. (Air at a pressure less
than atmospheric is commonly referred to as vacuum.)
During operation, the ejector draws air in through the
instrument filter and the gyros. A vacuum relief regulator
valve regulates instrument air pressure. :

The instrument filter, located at the top of the avionics
compartment, is of prime importance and should be replaced
at the interval shown in the Beech King Air 100 Series
Maintenance Manual, or more often if conditions warrant
(smoky, dusty conditions).

The vacuum relief regulator valve, located on the forward
pressure bulkhead in the bottom of the avionics
compartment, is protected by a foam sponge-type filter which
should be cleaned in solvent at the interval shown in the
Beech King Air 100 Series Maintenance Manual. If vacuum
pressure rises above a normal reading, clean the filter, and
recheck vacuum pressure before adjusting the vacuum relief
regulator valve.

SERVICING THE OXYGEN SYSTEM COMPONENTS
OXYGEN COMPONENTS

Oxygen for unpressurized, high-altitude flight is supplied by a
cylinder located in the compartment immediately aft of the aft
pressure bulkhead. A 22-, 49-, 64-, or a 76-cubic-foot cylinder
may be installed. The oxygen system is serviced by a filler
valve accessible by removing an access plate on the right
side of the aft fuselage. The system has two pressure gages,
one located on the right subpanel in the crew compartment
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for in-flight use, and one adjacent to the filler valve for
checking system pressure during filling. A shutoff valve and
regulator, located on the cylinder, controls the flow of oxygen
to the crew and passenger outlets. The shutoft valve is
actuated by a push-pull-type control located overhead and aft
of the light control panel in the cockpit. The regulator is a
constant-flow type which supplies low pressure oxygen
through system plumbing to the outlets.

OXYGEN SYSTEM PURGING

Oftensive odors may be removed from the oxygen system by
purging. The system should also be purged any time system
pressure drops below 50 psi or aline in the system is opened.

Purging is accomplished simply by connecting a recharging
cart into the system and permitting oxygen to flow through the
lines and outlets until any offensive odors have been carried
away. The following precautions should be observed when
purging the oxygen system:

1. Avoid any operation that could make sparks. Keep burn-
ing cigarettes or fire away from the vicinity of the air-
plane when the outlets are in use.

2. Inspect the filler connection for cleanliness before
attaching it to the filler valve.

3. Make sure that hands, tools, and clothing are clean.
Look particularly for grease or oil stains, because these
contaminants are extremely dangerous in the vicinity of
oxygen.

4. As a further precaution against fire, open and close all
oxygen valves slowly during filling.

FILLING THE OXYGEN SYSTEM

When filling the oxygen system, use only Aviator's Breathing
Oxygen, MIL-0-27210.

CAUTION

DO NOT USE MEDICAL or INDUS-
TRIAL OXYGEN. It contains moisture
which can cause the oxygen valve to
freeze.

Fill the oxygen system slowly by adjusting the recharging rate
with the pressure regulating valve on the servicing cart,
because the oxygen, under high pressure, will cause
excessive heating of the filler vaive. Fill the cylinder (22-
cubic-foot cylinder installation) to a pressure of 1800 =50 psi
at a temperature of 70°F. This pressure may be increased an
additional 3.5 psi for each degree (°F) (6.3 psi for each °C) of
increase in temperature; similarly, for each degree (°F) of
drop in temperature, reduce the pressure for the cylinder by
3.5 psi (6.3 psi for each °C). The oxygen system, after filling,
will need to cool and stabilize for a short period before an
accurate reading on the gages can be obtained. When the
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system is properly charged, disconnect the filler hose from
the filler valve and replace the protective cap on the filler
valve.

OXYGEN CYLINDER RETESTING

Oxygen cylinders used in the airplane are of two types. Light
weight cylinder, stamped "3HT" on the plate on the side, must
be hydrostatically tested every three years and the test date
must appear on the cylinder. This bottle has a service life of
4380 pressurizations or 24 years, whichever occurs first, and
then must be discarded. Regular weight cylinders stamped
3A or 3AA must be hydrostatically tested every five years and
the retest date must appear on the cylinders. Service life of
these cylinders is not limited.

AIR CONDITIONING SYSTEM

If an extended period of time passes during which the air
conditioning system is not operated, moisture may condense
and settle in the system low spots, resulting in corrosion of
the refrigerant lines. Also, the system seals may dry out,
shrink, and crack, due to the lack of lubrication. In order to
protect the integrity of the system, the air conditioner should
be operated at least 10 minutes every month.

CAUTION

Do not attempt to operate the air condi-
tioner when the ambient temperature is
below 10°C (50°F). If for several weeks,
it is impossible to obtain an ambient tem-
perature of at least 10°C (50°F), the rec-
ommended monthly interval for operat-
ing the air conditioner may be extended
somewhat.

For air conditioner system servicing information, refer to the
Beech King Air 100 Series Maintenance Manual.

(wARiG)

Refrigerant and oil are under pressure
within the refrigeration system. Injury to
personnel or damage to the system
could occur if maintenance is not per-
formed properly. The refrigerant system
should be serviced only by qualified air
conditioner technicians.

AIR CONDITIONER AIR FILTER REPLACEMENT

The air conditioner filter is a flexible, fiber-foam type, that
covers the evaporator coil radiator in the air conditioner
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plenum chamber. Replace the filter according to the schedule
in the Beech King Air 100 Series Maintenance Manual. It may
be removed as follows:

1. Remove the access door in the nose wheel well beside
the evaporator inlet and outlet line. Remove the evapo-
rator plenum access door, located under wheel well
door, for access to the evaporator.

2. Pull the filter down and out of the retaining clips on the
evaporator coil. Remove the filter carefully so as not to
distort the small tubing in the area.

3. Fold the new filter so that it can be inserted through the
evaporator access door. The filter must be carefully
inserted between the radiator and the tubing and
secured with the retaining clips at the upper corners of
the filter frame.

NOTE
Check that the flapper valve door from
the cabin inlet still has clearance to open
between the evaporator tubings that
might have been disturbed by changing
the filter.

4. Replace the access doors.

DEICING AND ANTI-ICING OF AIRPLANES ON THE
GROUND

Deicing is the removal of ice, frost, and snow from the
airplane’s exterior after it has formed. Anti-icing is a means of
keeping the surface clear of subsequent accumulations of
ice, snow and frost.

Snow and ice on an airplane will seriously affect its
performance. Removal of these accumulations is necessary
prior to takeoff. Airfoil contours may be altered by the ice and
snow to the extent that their lift qualities will be seriously
impaired. Ice and snow on the fuselage can increase drag
and weight.

SNOW REMOVAL

The removal of frozen deposits by chipping or scraping is not
recommended. The best way to remove snow is to brush it off
with a squeegee, soft brush, or mop. Exercise care so as not
to damage any components that may be attached to the
outside of the airplane, such as antennas, vents, stall warning
vanes, etc. Remove loose snow from the airplane before
heating the airplane interior; otherwise, at low temperatures,
the snow may melt and refreeze to build up a considerable
depth of ice. If the airplane has been hangared and snow is
falling, coat the airplane surfaces with an anti-icing solution;
snow falling on the warm surface will have a tendency to melt,
then refreeze.

After snow has been removed from the airplane, inspect the
airplane for evidence of residual snow. Special attention
should be given all vents, openings, static ports, control
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surfaces, hinge points, and the wing, tail, and fuselage
surfaces for obstructions or accumulations of snow. Check
the exterior of the airplane for damage to external
components that may have occurred during the snow
removal operations.

Control surfaces should be moved to ascertain that they have
full and free movement. The fanding gear mechanism, doors,
wheel wells, uplocks and microswitches should be checked
for ice deposits that may impair function.

When the airplane is hangared to melt snow, any melted
snow may freeze again if the airplane is subsequently moved
into subzero temperatures. Any measures taken to remove
frozen deposits while the airplane is on the ground must also
prevent the possibility of refreezing of the liquid.

Following snow removal, should freezing precipitation
continue, the airplane surface should be treated for anti-icing.

FROST REMOVAL

Frost that may form on the wing fuel tank bottom skins need
not be removed prior to flight. Frost that may accumulate on
other portions of the wing, the tail surfaces, or on any control
surface, must be removed prior to flight. Frost that cannot be
removed by wiping with a gloved hand or soft towel must be
removed by placing the airplane in a warm hangar or by the
application of a deicing fluid.

After removal of all frost from the airplane exterior, check all
external components for damage that may have occurred
during frost removal.

ICE REMOVAL

Moderate or heavy ice and residual snow deposits should be
removed with a deicing fluid. No attempt should be made to
remove ice deposits or break an ice bond by force.

After completing the deicing process, the airplane should be
inspected to ensure that its condition is satistactory for flight.
Ali external surfaces should be examined for residual ice or
snow, special attention should be given all vents, openings,
static ports, control surfaces, hinge points, and the wing, tail,
and fuselage surfaces for obstructions or accumulations of
ice or snow.

Control surfaces should be moved to ascertain that they have
full and free movement. The landing gear mechanism, doors,
wheel wells, uplocks and microswitches should be checked
for ice deposits that may impair function.

When the airplane is hangared to melt ice, any melted ice
may freeze again if the airplane is subsequently moved into
subzero temperatures. Any measures taken to remove frozen
deposits while the airplane is on the ground must also
prevent the possible refreezing of the liquid.

Following ice removal, should freezing precipitation continue,
the airplane surface should be treated for anti-icing.
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DEICING AND ANTI-ICING FLUID APPLICATION

Airplane deicing fluids may be used diluted or undiluted
according to manufacturers recommendations for deicing.
For anti-icing purposes, the fluids should always be used
undiluted. Deicing fluids may be applied either heated or
unheated. Refer to Section Il, LIMITATIONS, for a listing of
approved airplane deicing/anti-icing fluids.

NOTE
Type Il and Type IV deicing fluids should
only be applied with at low pressure by
trained personnel with proper equip-
ment.

If a sprayer is not available, deicing fluid may be brushed or
painted onto the airplane’s surface.

MISCELLANEOUS MAINTENANCE

CLEANING

EXTERIOR PAINTED SURFACES

CAUTION

Polyester urethane undergoes a curing
process for a period of 30 days after
application. Wash uncured painted sur-
faces with a mild non-detergent soap
(MILD detergents can be used on ure-
thane finishes) and cold or lukewarm
water only. Use soft cloths, keeping
them free of dirt and grime. Any rubbing
of the surface should be done gently and
held to a minimum to avoid cracking the
paint film. Rinse thoroughly with clean
water. Stubborn oil or soot deposits may
be removed with automotive tar remov-
ers.

Prior to cleaning, cover the wheels, making certain the brake
discs are covered. Attach the pitot cover securely, and plug
or mask off all other openings. Be particularly careful to mask
off all static air buttons before washing or waxing. Use special
care to avoid removing lubricant from lubricated areas.

Hand washing may be accomplished by flushing away any
loose dirt with clean water, then washing with a mild soap and
water, using soft cleaning cloths or a chamois. Avoid harsh,
abrasive, or alkaline soaps or detergents which could cause
corrosion or scratches. Thorough clear-water rinsing
prevents build-up of cleaning agent residue which can dull
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the paint's appearance. To remove residue or exhaust soot,
use a cloth dampened with an automotive tar remover, then
wax or polish the affected area.

Do not expose any trim tab hinge lines or
trim tab pushrod systems to the direct
stream or spray of high-pressure soap-
and-water washing equipment. Fluid dis-
pensed at high pressure could remove
the protective lubricant, allowing mois-
ture from heavy or prolonged rain to col-
lect at hinge lines, and then to freeze at
low temperatures. After high pressure or
hand washing, and at each periodic
inspection, lubricate trim tab hinge lines
and pushrod systems.

When using high-pressure washing equipment, keep the
spray or stream clear of wheel bearing, propeller hub
bearings, etc., and openings such as pitot tubes, static air
buttons, and battery and avionics equipment cooling ducts,
which should be securely covered or masked off. Avoid
directing high-pressure sprays toward the fuselage, wing and
empennage from the rear, where moisture and chemicals
might more easily enter the structure, causing corrosion
damage to structural members and moving parts.

CAUTION

After operation on salty or muddy run-
ways, wash the main and nose landing
gears with low-pressure water and a
mild detergent as soon as practical.
Rinse with clear water and blow dry with
low-pressure air immediately after rins-
ing. Relubricate as necessary.

CAUTION

When cleaning wheel well areas with
solvent, especially if high-pressure
equipment is used, exercised care to
avoid washing away grease from land-
ing gear components. After washing the
wheel well areas with solvent, lubricate
all lubrication points, or premature wear
may result.
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CAUTION

Do not apply wax, polish, rubbing com-
pound, or abrasive cleaner to any
uncured painted surface. Use of such
items can permanently damage the sur-
face finish. Aiso, waxes and polishes
seal the paint from the air and prevent
curing.

Waxing of polyester urethane finishes, although not required,
is permitted. However, never use abrasive cleaner type
waxes, polishes, or rubbing compounds, as these products
cause eventual deterioration of the characteristic urethane
gloss.

In all cases when waxing is to be accomplished, select a high
quality automotive or aircraft waxing product. Do not use a
wax containing silicones, as silicone polishes are difficult to
remove from surfaces. A buildup of wax on any exterior paint
finish will yellow with age; therefore, wax should be remove
periodically. Generally, aliphatic naptha is adequate and safe
for this purpose.

NOTE
Betfore returning the airplane to service,
remove all maskings and coverings, and
relubricate as necessary.

WINDOWS AND WINDSHIELDS

The windshield and plastic windows should be kept clean and
waxed at all times. To prevent scratches wash the windows
carefully with plenty of soap and water, using the palm of the
hand to feel and dislodge dirt and mud. A soft cloth, chamois,
or sponge may be used, but only to carry water to the surface.
Rinse thoroughly, then dry with a clean, moist chamois.
Rubbing the surface of the plastic with a dry cloth builds up a
static charge which attracts dust particles in the air.
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CAUTION

Do not use gasoline, benzine, acetone,
carbon tetrachloride, fire extinguisher
fluid, deice fluid or lacquer thinners on
windshield or windows, as these sub-
stances have a tendency to soften and
craze the surface.

Remove oil and grease with a cloth moistened with kerosene.
After removing dirt and grease, if the surface is not badly
scratched, it should be waxed with a good grade of non-acid,
non-abrasive commercial wax which does not have an acrylic
base. The wax will fill in minor scratches and help prevent
further scratching. Apply a thin, even coat of wax and bring it
to a high polish by rubbing lightly with a clean, dry, soft flannel
cloth. Do not use a power buffer; the heat generated by the
buffing pad may soften the plastic.

POLARIZED CABIN WINDOWS

The polarized cabin windows consist of two plastic window
panes with a biased polarizing coating on one surface. The
two panes are installed with the polarized surfaces tacing
each other in a sealed assembly. To clean the exposed
interior surface of the window requires only careful
application of the practices for cleaning plastic windows. If it
should become necessary to clean the inner surface of the
sealed assembly and the inside of the pressure glass, the
sealed assemble can be removed by removing the
escutcheon, four screws, and the sealed assembly. Clean the
interior windows and reinstall the sealed assembly and
escutcheon.

SURFACE DEICE BOOTS

The deice boots are made of soft, flexible stock, which may
be damaged if gasoline hoses are dragged over the surface
of the boots or if ladders and platforms are rested against
them. Keep deice boots free of oil, fuel, paint remover,
solvents, and other injurious substances. Deice boots should
be cleaned regularly with a mild soap and water solution. The
temperature of the solution should not exceed 180°F.

ENGINE

Clean the engine with kerosene, solvent ar any standard
engine cleaning solvent. Spray or brush the fluid over the
engine, then wash off with water and allow to dry.
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INTERIOR CARE

To remove dust and loose dirt from the uphoistery, headliner,
and carpet, clean the interior regularly with a vacuum cleaner.

Blot up any spilled liquid promptly with a cleansing tissue or
rags. Do not pat the spot; press the blotting material firmly
and hold it for several seconds. Continue biotting until no
more liquid is taken up. Scrape off sticky materials with a dull
knife, the spot-clean the area.

CAUTION

The colors of many leathers may only be
accomplished by surface dye process-
ing. The color may be rubbed off by con-
tinuously dragging hard or coarse mate-
rial across the leather. While working in
the cabin, use protective covers on the
leather upholstery. Use only mild deter-
gent with a soft cloth to clean soiled
leather.

Raytheon Aircraft

Oily spots may be cleaned with household spot removers,
used sparingly. Before using any solvent. read the
instructions on the container and test it on an obscure place
on the fabric to be cleaned. Never saturate the fabric with a
volatile solvent: it may damage the padding and backing
materials.

Soiled upholstery and carpet may be cleaned with foam type
detergent, used according to the manufacturer’s instructions.
To minimize wetting the fabric, keep the foam as dry as
possible and remove it with a vacuum cleaner.

The plastic trim, instrument panel, and control knobs need
only be wiped with a damp cloth. Oil and grease on the
control wheel and control knobs can be removed with a cloth
moistened with kerosene. Volatile solvents, such as
mentioned in the article on care of plastic windows, should
never be used since they may soften and craze the plastic.
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FUEL BRANDS AND TYPE DESIGNATIONS

PRODUCT NAME

AMERICAN OfL COMPANY
American Jet Fuel Type A
American Jet Fuel Type A-1

ATLANTIC REFINING COMPANY
Arcojet-A

Arcojet-A-1

Arcojet-B

BP TRADING COMPANY
BP AT.K.
BP AT.G.

CALIFORNIA TEXAS COMPANY
Caltex Jet A-1
Caltex Jet B

CITIES SERVICE COMPANY
Turbine Type A

CONTINENTAL OlL COMPANY
Conoco Jet-40

Conoco Jet-50

Conoco Jet-60

Conoco JP-4

GULF OIL COMPANY
Gulf Jet A

Gulf Jet A-1

Gulf Jet B

EXXON OIL COMPANY
Exxon Turbo Fuel A
Exxon Turbo Fuel 1-A
Exxon Turbo Fuel 4

MOBIL OIL COMPANY
Mobil Jet A

Mobil Jet A-1

Mobil Jet B

PHILLIPS PETROLEUM COMPANY
Philiet A-50
Philiet JP-4

PURE OIL COMPANY

Purejet Turbine Fuel Type A
Purejet Turbine Fuel Type A-1

February, 2000

DESIGNATION

Jet A
Jet A-1

Jet A
Jet A-1
Jet B

Jet A-1
Jet B

Jet A-1
Jet B

Jet A

Jet A
Jet A
Jet A1
Jet B

Jet A
Jet A-1
Jet B

Jet A
Jet A-1
Jet B

Jet A
Jet A-1
Jet B

Jet A
Jet B

Jet A
Jet A1

PRODUCT NAME DESIGNATION

RICHFIELD PETROLEUM COMPANY
Richfield Turbine Fuel A Jet A
Richfield Turbine Fuel A-1 Jet A-1

SHELL OlL COMPANY

Aeroshell Turbine Fuel 640 Jet A
Aeroshell Turbine Fuel 650 Jet A-1
Aeroshell Turbine Fuel JP-4 Jet B

SINCLAIR OIL COMPANY
Sinclair Superjet Fuel Jet A
Sinclair Superjet Fuel Jet A-1

STANDARD Ol OF CALIFORNIA
Chevron TF-1 Jet A-1
Chevron JP-4 Jet B

STANDARD Ol OF KENTUCKY

Standard JF A Jet A
Standard JF A-1 Jet A1
Standard JF B Jet B

STANDARD OIL OF OHIO

Jet A Kerosene Jet A
Jet A-1 Kerosene Jet A-1
TEXACO

Texaco Avjet K-40 Jet A
Texaco Avjet K-58 Jet A-1
Texaco Avjet JP-4 Jet B

UNION OIL COMPANY
76 Turbine Fuel Jet A-1
Union JP-4 Jet B

NOTE

Jet A - Aviation Kerosene type fuel with
-40°F (-40°C) Freeze Point.

Jet A-1 - Aviation Kerosene type fuel with
-58°F (-50°C) Freeze Point.

Jet B - Aviation wide-cut gasoline type

fuel similar to MIL-T-5624 grade JP-4, but
may have a Freeze Point of -60°F (-51°C)
instead of -76°F (-60°C) Freeze Point of JP-4.

B8T04122a
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LAMP REPLACEMENT GUIDE

LOCATION . . e e e e e e BULB NUMBER
AftDome Light. .o e 307
Airstair Door Threshold Light. . ... .. 313
Aisle and Spar Cover Light. .. . .. 1495
Annunciator Panel Fault Warning Light . . ... L. 327
Annunciator Panel Lights . . .. .. 327
Auxiliary Fuel Cell Empty Warning Lights. .. .. ... 327
Baggage Compartment Light . .. . 303
Cabin Door Pressure Lock Light. . . .. o 1864
Cabin Interior Light (FIUOreSCent) . . . . . . 5108WW
Cabin Reading Light. . .. 2565
Cockpit Overhead Light . .. . 303
Emergency Exit Hatch Light (FIuorescent) . . .. .. . e 5108WW

Engine Fire Extinguisher Lights .. . . . 327

Flight Hour Meter Light . . 327
Fuel Panel Circuit Board Light . . . D158-100-4T
INStrument Lights . 327
Instrument Indirect Lights . . .. o 1864
Instrument Overhead Light . .. . . 327
Landing Gear Control Knob Light. . .. o 327
Landing Gear Warning Lights . . . .. .. 327
Landing Lights . ... 4594 or 4596
Magnetic Compass Light .. .. ... 327
Map Lights (Pilot's and CopiloUsS) . .. .. ... 1495
Navigation Lights, WINg . . . . .. A7152-24
Navigation Lights, Tail . .. . 1683
No Smoking/ Fasten Seat Belts Sign Light. . ... ... 6838
Outside Air Temperature Gage Light .. . . .. . 327
Overhead Light Panel Light .. ... . D158-100-4T
Oxygen Quantity Indicator Light . . .. 327
Pedestal Edge Light . . . . . e D158-100-4T
Pneumatic Pressure Gage Light. . .. .. 327
POSt LGNS o e 327
Pressure Controller Light ... e 327
Propeller Syncroscope Indicator Light . . . 327
Recognition Light . . . DNZ25-3
Rotating Beacon (Upper and LOWET) . . ... . e A7079B24
Smoke Detector Warning Light. . . . ... 327
Stop Watch Light . . e 327
Strobe Light, Tail. . .. . e 31-1840-1
Strobe Light, Wing (Grimes Flash tube) . . . . . . . . 55-0221-1
Subpanel Edge Light . .. 158-100-4T
Tall Floodlight . . Lo D50079-BJ
Tail Strobe ... ... ... .. S GE 1982 or GTE
Taxi LGNt o 4587
Wing lce Light. o o A7079A24
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CONSUMABLE MATERIALS

Suppliers listed as meeting Federal and Military
Specifications are provided as a reference only and are not
specifically recommended by Raytheon Aircraft Company.
Any product conforming to the specification may be used.

The products listed below have been tested and approved for
aviation usage by Raytheon Aircraft Company by the

Beech King Air B100
Section VIl - Handling, Servicing & Maint

supplier, or by compliance with the applicable specifications.
Other products which are locally procurable which conform to
the requirements of the applicable Military Specification may
be used even though not specifically included herein.

Fuels and engine oils are listed in the chart below. For a
complete consumable materials list refer to the Beech King

Air 100 Series Maintenance Manual.

FUELS AND OILS

MATERIAL SPECIFICATION BRAND 1 SUPPLIER
Approved Engine Fuel Commercial Grades: See FUEL BRANDS AND TYPE DESIGNATIONS Table earlier in this
Jet A Jet A-1, JetB Section.
Military Grades:
JP-4, JP-5, MIL-T-5624G-1
Emergency Engine Fuel Aviation Gasoline Grades: NOTE: Use of Aviation Gasoline is limited to 100 hours per engine
80 (80/87) (Red) between engine overhauls. See Section I, LIMITATIONS, for additional
100LL (Blue)” limitations on the use of Aviation Gasoline. Do not use in auxiliary tanks
Engine Oil - Type | MIL-L-7808D Brayco 880 Conojet Bray Oil Company
MIL-L-7808G Brayco 880H Bray Oit Company
MIL-L-7808D Continental Conojet Continental Oll Company
MIL-L-7808G Mobil Avrex, S-Turbo 256 Mobil Oil Corp
MIL-L-7808F Stauffer Jet 1 Staufter Chemical Company
MIL-L-7808G Stauffer Jet 1 Stauffer Chemical Company
MIL-L-7808G Exxon 2389 Exxon Company USA
Engine Oil - Type |l MIL-L-23699B Caltex SATO 15 Caltex Petroleum Corp
M—IL—L-236998 - Texaco Starjet 5 Texaco, Inc
MIL-L-23699B Mobil Jet Oit il Mobil Oit Corp
MIL-L-236998 Exxon 2380 Exxon Company USA
MIL-L-23699B Chevron Jet Engine Oil 57 Wﬁ_Chevron International Oil Company
MIL-L-23699B Caltex Jet Engine Oil 5 Caltex Petroleum Corp.
MIL-L-236998 Castrol 205 ~ [castrol Oils Inc.
MIL-L-23699B Staufter Jet |l Staufter Chemical Company

* In some foreign countries, Grade 100LL (Blue) is colored Green and is designated “100L".
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King Air Series
INTRODUCTION

Beech Aircraft Corporation has developed this special sum-
mary publication of Safety Information to refresh pilots’ and
owners' knowledge of safety retated subjects. Topics in this
publication are dealt with in more detail in FAA Advisory Cir-
culars and other publications pertaining to the subject of
safe flying.

The skilled pilot recognizes that safety consciousness is an
integrai - and never ending - pact of his or her job. Be thor-
oughly familiar with your airplane. Know its limitatons and
your own. Maintain your currency, or fly with a qualified
instructor untit you are current and proficient. Practice emer-
gency procedures at safe altitudes and airspeeds, prefer-
ably with a qualified instructor pilot, until the required action
is instinctive. Periodically review this Safety Infoermation as
part of vour recurrency training regimen.

BEECHCRAFT airptanes are designed and built to provide
you with many years of safe and efficient transportation. By
maintaining your BEECHCRAFT properly and flying it pru-
dentiy you will realize its full potential.

...... Beech Aircraft Corporation

WARNING

Because your airplane is a high perfor-
mance, high speed transportation vehicle,
designed for operation in a three-dimensional
environment, spectal safety precautions must
be observed to reduce the risk of fatal or seri-
ous injuries to the pilot(s) and occupant(s).

May, 1994
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It is mandatory that you fully understand the contents of this
manual and the other manuals which accompany the air-
ptane; that FAA requirements for ratings, certifications and
review be scrupulously compiied with; and that you allow
only persons who are properly licensed and rated, and thor-
oughly familiar with the contents of the Pilot's Operating
Handbook and FAA Approved Airplane Flight Manual to
operate the airplane.

IMPROPER OPERATION OR MAINTENANCE OF AN AIR-
PLANE, NO MATTER HOW WELL BUILT INITIALLY, CAN
RESULT IN CONSIDERABLE DAMAGE OR TOTAL
DESTRUCTION OF THE AIRPLANE, ALONG WITH SERI-
OUS OR FATAL INJURIES TO ALL OCCUPANTS.
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GENERAL

As a pilot, you are respansible to yourself and to those who
fly with you, to other pilots and their passengers and to
people on the ground, to fly wisely and safely.

The following material in this Safety information Section cov-
ers several subjects in limited detail.

SOURCES OF INFORMATION

There is a wealth of information available o the pilot, cre-
ated for the sole purpose of making flying safer, easier and
more efficient. Take advantage of this knowledge and be
prepared for an emergency in the remote event that one
should occur.

PILOT'S OPERATING HANDBOOK AND
FAA APPROVED AIRPLANE FLIGHT
MANUAL

You must be thoroughly famiiiar with the contents of your
operating manuals, placards, and check fists to ensure safe
utifization of your airplane. When the airplane was manufac-
tured, it was equipped with the following: placards, Pilot's
Operating Handbook and FAA Approved Airplane Flight
Manual, and Pilot's Checklist. Beech has revised and reis-
sued many of the early manuals for certain models of air-
planes in GAMA Standard Format as Piiot’s Operating
Handbooks and FAA Approved Airplane Flight Manuals. For
simplicity and convenience, all official manuais for various
models are referred to in this publication as the Piiot's Oper-
ating Handbook and FAA Approved Airplane Flight Manual.
¥f the airplane has changed ownership, the Pilot's Operating
Handbook and FAA Approved Airplane Flight Manual may
have been misplaced or may not be cument. If missing or
out of date, a replacement handbcok must be obtained from
any BEECHCRAFT Aviation Center.

BEECHCRAFT SERVICE PUBLICATIONS

Beech Aircraft Corporation publishes a wide variety of
manuals, service letters, service instructions, service bulle-
tins, safety communiques and other publications for the van-
ous models of BEECHCRAFT airplanes. Information on how
to obtain publications relating to your airplane is contained in
BEECHCRAFT Service Bulietin Number 2001, entitled
“General - BEECHCRAFT Service Publications - What Is
Available and How to Obtain It.”

Beech Aircraft Corporation automatically mails original
issues and revisions of BEECHCRAFT Service Bulletins
(Mandatory, Recommended and Optional), FAA Approved
Airplane Flight Manual Supplements, reissues and revisions
of FAA Approved Airplane Flight Manuals, Flight Hand-
books, Owners Manuals, Pilot's Operating Manuals and
Pilot's Operating Handbcoks, and original issues and revi-
sions of BEECHCRAFT Safety Communiques to BEECH-
CRAFT owner addresses as listed by the FAA Aircraft Reg-
istration Branch List and the BEECHCRAFT Intemational
Owner Notification Service List. While this informaticon is dis-
tributed by Beech Aircraft Corporation, we can not make
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changes in the name or address fumished by the FAA. The
owner must contact the FAA regarding any changes to
name of address. Their address is: FAA Aircraft Registration
Branch (AAC250) P.O. Box 25082, Oklahoma City, OK
73125, Phone (405) 680-2131.

It is the responsibility of the FAA owner of record to ensure
that any mailings from Beech are forwarded to the proper
persons. Often the FAA registered owner is a bank, financ-
ing company or an individual not in possession of the air-
plane. Also, when an airplane is sold, there is a lag in pro-
cessing the change in registration with the FAA_ If you are a
new owrner, cartact your BEECHCRAFT dealer and ensure
that your manuals are up to date.

Beech Aircraft Corporation provides a subscription sefvice
which provides for direct factory mailing of BEECHCRAFT
publications applicable to a specific serial number airplane.
Details conceming the tees and ordering intormation for this
owner subscription service are contained in Service Bulletin
Number 2001.

For owners who choose not to apply for a publications revi-
sion subscription service, Beech provides a free Owner Noti-
fication Service by which owners are notified by post card of
BEECHCRAFT manual reissues, revisions and supplements
which are being issued applicable to the airplane owned. On
receipt of such notification, the owner may obtain the pubfi-
cation through a BEECHCRAFT Aviation Center, Aero Cen-
ter or Intemational Distributor. This notification service is
available when requested by the owner. This request may
be made by using the owner notification request card fur-
nished with the locose equipment of each airplane at the time
of delivery, or by a letter requesting this service, referencing
the specific airplane serial number owned. Write To:

Supervisor, Special Services
Dept. 52

Beech Aircraft Corporation
P.O. Box 85

Wichita, Kansas 67201-0085

From time to time Beech Aircraft Corporation issues
BEECHCRAFT Safety Communiques deating with the safe
operation of a specific series of airplanes, or airplanes in
general. &t is recommended that each owner/operator main-
tain a current file of these publications. Back issues of
B8EECHCRAFT Safety Communiques may be optained with-
out charge by sending a request including airplane model
and senal number to the Supervisor, Special Services, at
the address listed above.

FEDERAL AVIATION REGULATIONS

FAR Part 91, General Operating and Flight Rules, is a docu-
ment of law goveming operation of airplanes and the own-
ers and pilot's responsibilities. Some of the subjects cov-
ered are:

Responsibilities and authority of the pilot-in-command
Certificates required

Liguor and drugs

Flight pfans
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Preflight action
Fuel requirements
Flight rules

Maintenance, preventive maintenance, alterations, inspec-
tion and maintenance records

You, as a pilot, have responsibilities under government
regulations. The regutations are designed far your protec-

tion, the protection of your passengers and the public. Com-
pliance is mandatory.

AIRWORTHINESS DIRECTIVES

FAR Part 35 specifies that no person may operate a product
to which an Airworthiness Directive issued by the FAA

applies, except in accordance with the requirements of that
Airworthiness Directive.

Airworthiness Directives {(AD's} are not issued by the manu-
facturer. They are issued and availabte from the FAA.

AIRMAN'S INFORMATION MANUAL

The Aiman's Information Manual (AIM) is designed to pro-
vide airmen with basic flight information and ATC proce-
dures for use in the national airspace system of the United
States. It also contains items of interest to pilots conceming
health and medical facts, factors affecting flight safety, a
piloVcontrolter glossary of terms n the Air Traffic Control
system, information on safety, and accident/hazard report-
ing. It is revised at six-month intervals and can be pur-
chased from the Superintendent of Documents, U.S. Gov-
emment Printing Office, Washington, D.C. 20402,

This document contains a wealth of pilot information. Among
the subjects are:

Controlled Airspace
Emergency Procedures
Service Available to Pilots
Weather and Icing

Radio Phraseotogy and Technique
Mountain Flying

Airport Operations

Wake Turbulence - Vortices
Clearances and Separations
Medical Facts for Pilots
Preflight

Bird Hazards

Depariures - IFR

Good Operating Practices
En route - IFR

Airpost Location Director
Arrival - IFR

Al pilots must be thoroughly familiar with and use the infor-
mation in the AIM.

ADVISORY INFORMATION

Notams (Notices to Airmen) are documents that have infor-
mation of a time-critical nature that would affect a pilot's
decision to make a flight; for example, an airport closed, ter-

minal radar out of service, or enroute navigational aids out
of service.

May, 1994

Section X
Safety Intormation

FAA ADVISORY CIRCULARS

The FAA issues Advisory Circulars to inform the aviation
public in a systematic way of nonregutatory materal of inter-
esl. Advisory Circulars contain a wealth of information with
which the prudent pilot should be familiar. A complete list of
current FAA Advisory Circulars is published in AC 0O0-2,
which lists Advisory Circulars that are for sale, as well as
those distributed Ifree of charge by the FAA, and provides
ordering information. Many Advisary Circulars which are for
sale can be purchased locally in aviation bookstores or at
FBO's. These documents are subject to periodic revision.
Be certain the Advisory Circular you are using is the latest
ravision available. Some of the Advisory Circulars of interest
to pilots are:

*00-6 Aviation Weather
00-24 Thunderstorms
00-30 Rutes of Thumb For Avoid-

ing or Minimizing Encoun-
ters with Clear Air Turbu-

lence

*00-45 Aviation Weather Services

00-46 Aviation Safety Reporiing
Program

20-32 Carbon Monoxide (CO)
Contamination in Aircraft -
Detection and Prevention

20-35 Tie-Down Sense

20-43 Aircraft Fuel Controt Con-
trol Surfaces

20-105 Engine Power-Loss Acci-
dent Prevention

20-125 Water in Aviation Fuels

214 Special Flight Permits for
Operation of Overweight
Aircraft

43-9 Maintenance Records:
General Aviation Aircraft

43-12 Preventive Maintenance

60-4 Pitot's Spatial Disorienta-
tion

60-6 Airplane Flight Manuals

(AFM), Approved Manual
Materials, Mackings and
Placards - Airplanes

60-12 Availability of Industry-
Developed Guidelines for
the Conduct of the Biennial
Flight Review

60-13 The Accident Prevention
Counselor Program

*61-21 Rlight Training Handbook
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“61-23

*61-27

61-67

61-84

"67-2

90-23
90-42

90-48

90-66

90-85

91-6

91-8

91-13

*91-23

91-26

91-35

91-43

91-44

91-46

91-50

91-51

10-6

Pilot's Handbook of Aero-
nautical Knowledge

Instrument Flying Hand-
book

Hazards Associated with
Spins in Airplanes Prohib-
ited from Intentional Spin-
ning.

Role of Preflight Prepara-
tion

Medical Handbook for
Pilots

Aircraft Wake Turbulence

Traffic Advisory Praclices
at Nontower Airports

Pilot’s Role in Collision
Avoidance

Recommended Standard
Traffic Patterns for Air-
plane Operations at
Uncontrolled Airports

Severe Weather Avoid-
ance Plan (SWAP)

Water, Slush and Snow On
the Runway

Use of Oxygen by General
Aviation Pilots/Passengers

Cold Weather Operation of
Aircrafi

Pilot's Weight and Batance
Handbook

Maintenance and Handling
of Air Driven Gyroscopic
(nstruments

Noise, Hearing Damage,
and Fatigue in General
Aviation Pilots

Unreliable Airspeed Indica-
tions

Operational and Mainte-
nance Practices for Emer-
gency Locator Transmitters
and Receivers

Gyroscopic Instruments -
Good Operating Practices

Importance of Transponder
Operations and Altitude
Reporting

Airplane Deice and Anti-ice
Systems

Deecheratt
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91-65 Use of Shoulder Harness
in Passenger Seats

1034 Hazards Associated with

Sublimation of Solid Car-
bon Dioxide (Dry ice)
Aboard Aircraft

210-5A Military Flying Activities

* For Sale

FAA GENERAL AVIATION NEWS

FAA Generai Aviation News is published by the FAA in the
interest of flight safety. The magazine is designed to pro-
mote safety in the air by calling the attention of general
aviation airmen to cument technical, regulatory and proce-
dural matters affecting the safe operation of airplanes. FAA
General Aviation News is sold on subscription by the Super-
intendent of Documents, Govemment Printing Office, Wash-
ington D.C. 20402.

FAA ACCIDENT PREVENTION PROGRAM

The FAA assigns accident preveniion specialisis to each
Flight Standards and General Aviation District Office to
organize accident prevention program activities. [n addition,
there are over 3,000 volunteer airmen serving as accident
prevention counseiors, shanng their technical expertise and
professional knowledge with the general aviation commu-
nity. The FAA conducts seminars and workshops, and dis-
tributes invaluable safety information under this program.

Usually the airpart manager, the FAA Flight Service Station
(FSS), or Fixed Base Operator (FBO) will have a fist of acci-
dent prevention counselors and their phone numbers avail-
able. All Flight Standards and General Aviation District
Offices have a list of the counselors serving the district.

Before flying over unfamiliar terntory, such as mountainous
terrain or desert areas, it is advisable for transient pilots to
consult with local counselors. They will be familiar with the
more desirable routes, the wind and weather conditions, and
the service and emergency landing areas that are available
along the way. They can also offer advice on the type of
emergency equipment you should be carrying.

ADDITIONAL INFORMATION

The National Transporation Safety Board and the Federal
Aviation Administration periodically issue, in greater detail,
general aviation pamphlets concerning aviation safety. FAA
Regional Offices also publish material under the FAA Gen-
eral Aviation Accident Prevention Program. These can be
oblained at FAA Offices, Weather Stations, Flight Service
Stations or Airport Facilities. Some of these are titled:

12 Golden Rules for Pilols
Weather or Not
Disorientation

Plane Sense

Weather Info Guide for Pilots
Wake Turbulence
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Don't Trust to Luck, Trust to Safety
Rain, Fog, Snow

Thunderstorm - TRW

leing

Pilot's Weather Brefing Guide
Triunderstorms Don't Rlirt . . . Skirt 'em
IFR-VFR - Either Way Disorientation Can Be Fatal
IFR Pilot Exam-O-Grams

VFR Pilot Exam-O-Grams

Impossible Tum

Wind Shear

Estimating Inflight Visibility

Is the Aircraft Ready for Flight

Tips on Mountain Flying

Tips on Desert Flying

Always Leave Yourself An Out

Tips on the Use of Ailerons and Rudder
Some Hard Facts Abaut Soft Landings
Propeller Operation and Care

Torque "What it Means 1o the Pilot”

Weight and Balance - An Important Safety Consideration for
Pilots

GENERAL INFORMATION ON SPECIFIC
TOPICS

MAINTENANCE

Safety of flight begins with a well maintained airplane. Make
it a habit fo keep your airplane and all of s equipment in
first-class, airworthy condition. Keep a ”"Squawk List” on
board, and see that all discrepancies, however minor, are
noted and promptly repaired.

Schedule your maintenance regularly, and have your air-
plane sesviced by a reputabie organization. Be suspiciaus of
bargain prices for mainienance, repairs and inspections.

if repairs or modifications are made to the flight controf sys-
tem, make sure the control surfaces are properly balanced
and the controls can be moved freely from the cockpit in the
proper direction and through their designed range of fravet.

It is the responsibility of the owner and the operator to
assure that the airplane is maintained in an airworthy condi-
tion and that proper maintenance recards are kept.

Use only genuine BEECHCRAFT or BEECHCRBAFT
approved parts obtained from BEECHCRAFT approved
sources, in connection with the maintenance and repair of
Beech airplanes.

Genuine BEECHCRAFT Parts are produced and inspected
under rigorous procedures to ensure airworthiness ang suit-
ability for use in Beech airplane applications. Pars pur-
chased from sources other than BEECHCRAFT, even
though outwardly identical in appearance, fnay not have had
the required tests and inspections performed, may be ditfer-
ent in fabrication techniques and maternials, and may be dan-
gerous when installed in an airplane.
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Salvaged airplane parts, reworked parts obtzined from non-
BEECHCRAFT approved sources, or parts, components, or
structural assemblies, the service history of which is
unknown or cannot be authenticated, may have been sub-
jected to unacceptable stresses or temperatures, or have
other hidden damage not discemible through routine visuat
or nondestructive testing techniques. This may render the
past, component or structural assembly, even though ofigi-
nally manufactured by BEECHCRAFT, unsuitable and
unsafe for airplane use.

BEECHCRAFT expressly disclaims any responsibility for
malfunctions, faifures, damage or injury caused by use of
non-BEECHCRAFT parns.

Aiplanes operated for Air Taxi or other than normal opera-
tion, and airplanes operated in humid tropics, or cold and
damp climates, etc., may need more freguent inspections for
wear, corrosion and/or lack of Wbrication. In these areas,
periodic inspections should be performed until the operator
can set his own decreased inspection perods based on
experience.

NOTE

_ The required periods do not constifute a
guarantee that the item will reach the period
without malfunction, as the aforementioned
factors cannot be controlled by the manufac-
turer.

Comosion and its effects must be treated at the earliest pos-
sible opportunity. A clean, dry surface is virtually immune to
corrosion. Make sure that all drain holes remain unob-
structed. Protective films and sealants help to keep corro-
sive agents from contacting metallic surfaces. Corrosion
inspections should be made most frequently under high-
corrosion-risk operating conditions, such as in areas of
excessive airbome salt concentrations (e.g., near the sea)
and in high-humidiy areas (e.g., tropical regions).

{f you have purchased a used airplane, have your mechanic
inspect the atrplane registration records, logboozz azd
maintenance records carefully. An unexplained peiiog of
time for which the airplane has been out of service, or unex-
plained significant repairs, may well indicate the airplane
has been seriously damaged in a prior accident. Have your
mechanics inspect a used airplane carefully. Take the time
to ensure that you really know what you are buying when
you buy a used airplane.

HAZARDS OF UNAPPROVED MODIFICATIONS

Many airplane modifications are approved under Supple-
mental Type Certificates (STC's). Before installing an STC
on your aiplane, check ta make sure that the STC does not
conflict with other STC's that have aiready been installed.
Because approval of an STC is gbtained by the individual
STC holder, based upon modification of the original type
design, it is possible for two STC's to interfere with each
other when both are installed. Never install an unapproved
modification of any type, however innocent the apparent
modikcation may seem. Always obtain proper FAA approval
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Airplane owners and maintenance personnel are particularly
cautioned not to make attachments to, or otherwise modity,
seats from original certification without approval from the
FAA Engineering and Manutacturing District Office having
original certification responsibility for that make and model.

Any unapproved attachment or modification to seat structure
may increase load factors and metal stress which could
cause failure of seat structure at a lesser "G” force than
exhibited for original certification. Examples of unauthorized
attachments are drilling holes in seat tubing to attach fire
extinguishers and driling holes to attach approach plate
book bins to seats.

FLIGHT PLANNING

FAR Part 91 requires that each pilot in command, before
beginning a flight, familiarize bimself with all available infor-
mation conceming that ftight.

Obtain a current and complete preflight briefing. This shouid
consist of local, enroute and destination weather and
enroute navaid information. Enroute terrain and obstruc-
tions, altemate airports, airport runways active, length of
runways, and take-off and landing distances for the airplane
for conditions expected should be known.

The prudent pilot will review his planned enroute track and
stations and make a list for quick reference. it is strongly
recommended a flight plan be filed with Flight Service Sta-
tions, even though the flight may be VFR. Also, advise Flight
Service Stations of changes or delays of one hour or more
and remember to close the flight plan at destination.

The pilot must be completely familiar with the performance
of the airplane and perfonrmance data ia the Pilot's Operat-
ing Handbook and FAA Approved Aimlane Flight Manual.
The effects of temperature and pressure altitude must be
taken into account in performance. An applicable FAA
Approved Aimplane Flight Manuat must be aboard the air-
plane at all times, including the weight and balance forms
and equipment list

PASSENGER INFORMATION CARDS

Beech has available, for your Beech aimlane, passenger
information cards which contain important information on the
proper use of restraint systems, oxygen masks, emergency
exits and emergency bracing procedures. Passenger infor-
mation cards may be obtained at any BEECHCRAFT Avia-
tion Center. A pilot should not only be familiar with the infor-
mation contained in the cards, but should, prior to flight,
always inform the passengers of the information contained
in the information cards. The pilot should orally brief the
passengers on the proper use of restraint systems, doors
and emergency exits, and other emergency pracedures, as
required by Part 91 of the FAR's.

STOWAGE OF ARTICLES

Airplane seats are designed o absorb energy in a down-
ward direction. In order to accomplish this action, the space
between the seat pan and the floor is ubiized to provide
space for seat displacement. If hard, solid objects are stored
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beneath seats, the energy absorbing feature is lost and
severe spinal injuries can oceur to occupants.

Prior to flight, pitots should assure that articles are not
stowed beneath seats that would restrict seat pan energy
absorption or penetrate the seat in event of a high vertical
velocity accident.

Ensure that cargo and baggage is stowed and properly
secured with tie-down straps and cargo nets.

FLIGHT OPERATIONS
GENERAL

The pilot must be thoroughly familiar with alf information
published by the manufacturer conceming the airplane, and
fs required by law to operate the airplane in accordance with
the FAA Approved Airplane Flight Manual and placards
installed.

PREFLIGHT INSPECTION

in addition to maintenance inspections and preflight informa- -
tion required by FAR Pant 81, a complete, careful preflight
inspection is imperative.

Each airplane has a checklist for the preflight inspection
which must te followed. USE THE CHECKLIST.

WEIGHT AND BALANCE

Maintaining center of gravity within the approved envelope
throughout the planned ftight is an important safety consid-
eration.

The airplane must be loaded so as not to exceed the weight
and center of gravity (C.G.) limitations. Airplanes that are
loaded above the maximum take-off or landing weight limi-
tations will have an overall lower level of performance com-
pared to that shown in the Performance section of the Pilot's
Operating Handbook and FAA Approved Airplane Flight
Manual. If loaded above maximum takeoff weight, the take-
off distance and the landing distance will be longer than that
shown in the Performance section; the stalling speed will be
higher; rate of climb, cruising speed, and range of the air-
plane will all be lower than shown in the Performance sec-
tion.

Iif an airplane is loaded so that the C.G. is forward of the for-
ward limit, it will require additional control movements for
maneuvering the airplane with correspondingly higher con-
trot farces. The pilot may experience difficulty during takeoff
and landing because of the elevator control limits.

If an airplane Is loaded aft of the aft C.G. limit, the pilot will
experience a lower level of stability. Airplane characteristics
that indicate a lower stability level are; lower control forces,
dgifficulty in timming the airplane, lower control forces for
maneuvering with attendant danger of structural overload,
decayed stall characteristics, and a lower level of lateral-
directional damping.
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Ensure that all cargo and baggage is properly secured
before takeoff. A sudden shift in balance at rotation can
cause controliability problems.

AUTOPILOTS AND ELECTRIC TRIM SYSTEMS

Because there are several different models of autopitots and
electric trim systerns installed in Beech airplanes and differ-
ent installations and switch positions are possible from air-
plane to airplane, it is essential that every owner/operator
review his Airplane Flight Manual (AFM) Supplements and
ensure that the supplements properly describe the autopilot
and taim installations on his specific airplane. Each pilot,
prior to flight, must be fully aware of the proper procedures
for operation, and particularly disengagement, for the sys-
tem as installed.

In addition to ensuring compliance with the autopilot manu-
facturer's maintenance requirements, all owness/operators
should thoroughly familiarize themselves with the operation,
function and procedures descnbed in the Airplane Flight
Manual Supplements. Ensure a full understanding of the
methods of engagement and disengagement of the autopi-
lot and tim systems.

Compare the descriptions and procedures contained in the
supplements to the actual installation in the airplane to
ensure that the supplement accurately describes your instai~
lation. Test that all buttons, switches and circuit breakers
function as described in the supplements. {f they do not
function as described, have the system repaired by a quali-
fied service agency. If field service advice or assistance is
necessary, contact Beech Aircraft Comoration, Customer
Support Department.

As stated in all AFM Supplements for autopilot systems and
tim systems installed on Beech airplanes, the prefiight
check must be conducted before every flight. The preflight
check assures not only that the systems and all of their fea-
tures are operating property, but also that the pilot, before
flight, is famitiar with the proper means of engagement and
disengagement of the autopilot and trim system.

Autopitot AFM Supplements caution against trying to over-
ride the autopilot system during flight without disengaging
the autopilot because the autopilot will continue to trim the
airplane and oppose the pilat’s actions. This could resuit in
a severely out-of-trim condition. This is a basic feature of all
autopilots with electric trim followup.

Do not try to manually override the autopilot during flight

IN CASE OF EMERGENCY, YOU CAN OVERPCOWER THE
AUTOPILOT TO CORRECT THE ATTITUDE, BUT THE
AUTOPILOT AND ELECTRIC TRIM MUST THEN IMMEDI-
ATELY BE DISENGAGED.

it is often difficult to distinguish an autopilot makfunction from
an electric trim system maifunction. The safest course is to
deaciivate both. Do not re-engage either system until after
you hzve safely landed. Then have the systems checked by
a qualified service facility prior to further flight.

Depending upon the installation on your aimlane, the follow-
ing adaitional methods may be available to disengage the
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autopilot or electric tim in the event that the autopilot or
electric trim does not disengage utilizing the disengage
methods specified in the supplements.

CAUTION

Transient contro) forces may occur when the
autopilot is disengaged.

1. Tum oft the autopilot master switch, if installed.

2. Pull the autopilot and trim circuit breaker(s) or tum off
the autopilot switch breaker, if installed.

3. Tum off the RADIO MASTER SWITCH, if installed (if
the autopilot system and the tnm system are wired
through this switch).

CAUTION

Radios, including VHF COMM, are also dis-
connected when the radio master switch is
off.

4. Tum off the ELECTRIC MASTER SWITCH.

WARNING

Almost all electrically powered systems will
be inoperative. Therefore, the cabin wilf
depressurize. Consult the AFM for further
information.

5. Push the GA switch on throttle grip, if installed (depend-
ing upon the autopilot system).

6. Push TEST EACH FLT switch on the autopilot control-
ler, if installed.

7. Position inverter switch(es) (INV 1/INV 2) to OFF
momentarily, then return to original position.

o]

While the switch(es) are placed OFF, the AC
power will also be removed from AC-driven
equipment.
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NOTE

After the autopilot is positively disengaged, it
may be necessary to restore other elecirical
functions. Be sure when the master switches
are turned on that the autopilot does not
re-engage.

It is essential that you read your airplane’s Pilot's Operating
Handbook and FAA Approved Airplane Flight Manuat and
applicable supplements for your autopilot system and check
the function and operation of your system.

The engagement of the autopilot must be done in accor-
dance with the instructions and procedures contained in the
AFM Supplement.

Particular attention must be paid to the autopilot settings
prior to engagement. If you attempt to engage the awtopilot
when the airpfane is out of trim, a large attitude change may
occur.

IT IS ESSENTIAL THAT THE PROCEDURES SET FORTH
IN THE APPROVED AFM SUPPLEMENTS FOR YOUR
SPECIFIC INSTALLATION BE FOLLOWED BEFORE
ENGAGING THE AUTOPILOT.

FLUTTER

Flutter is a phenomenon that can oceur when an aerody-
namic surface begins vibrating. The energy to sustain the
vibration is denved from airflow over the surtace. The ampii-
tude of the vibration can (1) decrease, if airspeed is
reduced; (2) remain constant, if airspeed is held constant
and no failures oceur; or (3) increase to the point of self-
destruction, especially if airspeed is high and/or is allowed to
increase. Flutter can lead to an in-flight break up of the air-
plane. Airplanes are designed so that flutter will not occur in
the normal operating envelope of the airplane as tong as the
airplane is properly maintzined. In the case of any airplane,
decreasing the damping and stiffness of the structure or
increasing the trailing edge weight of contral surfaces will
tend to cause fluter. If a combination of those factors is suf-
ficient, flutter can occur within the normal operating enve-
tope.

Owners and operators of airplanes have the primary respon-
sibility for maintaining their airplanes. To fuifill that responsi-
bility, it is imperative that all airplanes receive a thorough
preflight inspection. Improper tensicn on the control cables
or any other loose condition in the flight controfl system can
also cause or contribute to flutter. Pilots should pay particu-
lar attention to control surface attachment hardware includ-
ing tab pushrod attachment during preflight inspection.
Looseness of fixed surfaces or movement of control sur-
taces other than in the normal direction of travel should be
rectified before flight. Further, owners should take their air-
planes to mechanics who have access to curmrent technical
publications and prior expenence in properly maintainiag
that make and model of airplane. The owner should make
cenain that control cable tension inspections are performed
as outfined in the applicable Beech {nspectior Guide. Womn
control surface attachment hardware must be replaced. Any
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repainting or repair of a moveable control surface will
require a verification of the control surface balance before
the airplane is retumed to service. Control surface drain
holes must be open to prevent freezing of accumulated
moisture, which could create an increased trajling-edge-
heavy controf surface and flutter.

If an excessive vibration, particulady in the control colurnn
and rudder pedals, is encountered in flight, this may be the
onset of flutter and the procedure to follow is:

1. IMMEDIATELLY REDUCE AIRSPEED (lower the land-
ing gear, if necessary).

2. RESTRAIN THE CONTROLS OF THE AIRPLANE
UNTIL THE VIBRATION CEASES.

3. FLY AT THE REDUCED AIRSPEED AND LAND AT
THE NEAREST SUITABLE AIRPORT.

4. HAVE THE AIRPLANE INSPECTED FOR AIRFRAME
DAMAGE, CONTROL SURFACE ATTACHING HARD-
WARE CONDITION/SECURITY, TRIM TAB FREE
PLAY, PROPER CONTROL CABLE TENSION, AND
CONTROL SURFACE BALANCE BY ANOTHER
MECHANIC WHO IS FULLY QUALIFIED.

TURBULENT WEATHER

A complete and current weather briefing ts a requirement for
a safe trip.

Updating of weather information enroute is also essential.
The wise pilot knows that weather conditions can change
quickly, and treats wealher forecasting as professional
advice, rather than an absolute fact He obtains all the
advice he can, but stays alert to any sign or report of chang-
ing conditions.

Plan the flight to avoid areas of reported severe furbuience.
it is not always possible to detect individual storm areas or
find the in-between clear areas.

The National Weather Service classifies turbulence as fol-
lows:

Class of Turbulence
Exireme

Effect

Airplane is violently tossed
about and is practicaily
impossible to control. May
cause structural damage.

Severe Airplane may be momen-

tarily out of control. Occu-
pants are thrown violently
against the belts and back
into the seat. Unsecured
objects are tossed about.

Moderate Occupants require seat

belts and occasicnally are
thrown against the bell.
Unsecured objects move
about.

May, 1994



King Air Series

Light Occupants may be
required to use seat belts,
but objects in the airplane
remain at rest.

Thunderstorms, squall lines and violent turbulence should
be regarded as extremely dangerous and must be avoided.
Hail and tornadic wind velocities can be encountered in
thunderstorms that can destroy any airplane, just as tormna-
does destroy nearly everything in their path on the ground.

Thunderstorms also pose the possibility of a lightning strike
on an airplane. Any structure or eguipment which shows
evidence of a lightning strike, or being subjected to a high
current flow due to a strike, or is a suspected part of a light-
ning skike paih through the airplane, should be thoroughty
inspected and any damage repaired prior to additional flight.

A roll cloud ahead of a squall line or thunderstorm is visible
evidence of violent furbulence; however, the absence of a
rofl cloud should not be interpreted as denoting that severe
furbulence is not present.

Even though flight in severe {urbulence must be avoided,
flight in turbulent air may be encourtered unexpectedly
under certain conditions.

The following recommendations should be observed for ais-
plane operation in turbulent air:

Flying through turbuient air presents two basic
problems, the answer to both is proper airspeed.
On one hand, if you maintain an excessive air-
speed, you run the risk of structural damage or fail-
ure; on the other hand, if your airspeed is tco low,
you may stall.

If turbulence is encountered, reduce speed to the
turbulent air penetration speed, if given, or to the
maneuvering speed, which is listed in the Limila-
tions Section of the Pilot's Operating Handbook
and FAA Approved Alrplane Flight Manual. These
speeds give the best assurance of avoiding exces-
sive stress loads, and at the same time providing
the proper margin against inadvenent stalls due to
qusts.

Beware of overcontrolling in an attempt to correct
for changes in atfitude; applying control pressure
abruptly will build up G-forces rapidly and could
cause structural damage or even failure. You
should watch particularly your angle of bank, mak-
ing tums as wide and shatlow as possible. Be
equally cautious in applying forward or back pres-
sure 1o keep the airplane level. Maintain straight
and level attifude in either up or down drafts. Use
trim sparinglv to avoid being grossly out of trim as
the verticai air cojumns change velocity and direc-
tion. If necessary 10 avoid excessive airspeeds,
jower the ianding gear.

WIND SHEAR

Wind shears are rapid, localized changes in wind direction,
which can occur vertically as well as horizontally. Wind
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shear can be very dangerous to all aimlanes, large and
small, particularly on approach to landing when airspeeds
are slow.

A horizontal wind shear is a sudden change in wind direction
or speed that can, for example, transform a headwind intc a
tailwind, producing a sudden decrease in airspeed because
of the inertia of the airplane. A vertical wind shear is a sud-
den updraft or downdraft. Microbursts are intense, highly
Jocalized severe downdrafts.

The prediction of wind shears is far from an exzc! science.
Monitor your airspeed carefully when {lying in storms, pas-
ticularly on approach. Be mentally prepared to add power
and go around at the first indication that a wind shear is
being encountered.

FLIGHT IN ICING CONDITIONS

Every pilot should be intimately acquainted with the FAA
Aporoved National Weather Service definitions for ice inten-
sity and accumulation which we have reprinted below:

Intensity lce Accumulation

Ice becomes perceptible.
Rate of accumutiation
slightly greater than rate of
sublimation. It is not haz-
ardous even though
deicing/anti-icing equip-
ment is not utilized, unless
encountered for an
extended period of time
{over 1 hour).

Trace

Light The rate of accumulation
may create a problem if
flight is prolonged in this
enviranment (over 1 hour).
Occasional use of deicing/
anti-icing equipment will
prevent or remove accu-
mulation. It does not
present a problem if the
deicing/anti-icing equip-
ment is used.

Moderate The rate of accumulation is
such that even short
encounters become poten-
tially hazardous and use of
deicing/anti-icing equip-
ment, or diversion, is nec-
essary.

Severe The rate of accumulation is
such that deicing/anti-icing
equipment fails to reduce
or control the hazard.
Immediate diversion is

necessary.

It is no longer unusual to find deicing and anti-icing equip-
ment on a wide range of airplane sizes and types. Since the
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capability of this equipment varies, it becomes the pilot's pri-
masy responsibility to understand limitations which restrict
the use of the airplane in icing conditions and the conditions
which may exceed the systems capacity.

Pilots and airplane owners must carefully review the Pilot's
Operating Handbook and FAA Approved Airlane Flight
Manual in order to ascertain the required operable equip-
ment needed for flight in icing conditions. In addtion, they
must ascentain from the same sources the limits of approval
or certification of their airpiane for flight in icirg conditions,
and plan the flight accordingly if icing conditions are known
or forecast along the route.

Remember that regardless of its combination of deicing/anti-
icing equipment, any airplane not fully equipped and func-
tional for IFR flight is not properly equipped for flight in icing
conditions. An airplane which does not have all critical areas
protected in the required manner by fully operational equip-
ment must not be exposed to icing encounters of any inten-
sity. When icing is detected, the pilot of such an airplane
must make immediate diversion by flying out of the area of
visible moisture or going to an ahitude where icing is not
encountered.

Even airplanes fully equipped and certified for flight in the
icing conditions described in Appendix C to FAR Part 25
must avoid flights into those conditions defined by the
National Weather Service as "Severe”. No airptane
equipped with any combination of deicing/anti-icing equip-~
ment can be expected to cope with such conditions. As
competent pilots know, there appears to be no predictable
limits for the severest weather conditions. For essentiaily the
same reasons that airplanes, however designed or
equipped for IFR flight, cannot be flown safely into condi-
tions such as thunderstorms, tomadoes, hurricanes or other
phenomena likely to produce severe turbulence, airplanes
equipped for flight in icing conditions cannot be expected to
cope with "Severe” icing conditions as defined by the
National Weather Sefvice. The prudent pilot must remain
alert to the possibility that icing conditions may become
"Severe” and that his equipment will not cope with them. At
the first indication that such condition may have been
encountered or may lie ahead, he should immediately react
by selecting the most expeditious and safe course for diver-
sion.

Every pilot of a properly fully-equipped Beech airplane who
ventures into icing conditions must maintain the minimum
speed (KIAS) for operation in icing conditions, which is set
forth in the Normal Procedures section, and in the Limita-
tions section, of his Pilot's Operating Handbook and FAA
Approved Airplane Flight Manual. The pilot must remain
aware of the fact that if he allows his airspeed to deteriorate
below this minimum speed, he will increase the angle of
attack of his airplane to the point where ice may build up on
the under side of the wings aft of the area protected by the
deice/anti-icing equipment.

ice build-up, and its extent in unprotected areas may not be
directly observable from the cockpit. Due to distortion of the
wing airfoil, increased drag and reduced lift, stalling speeds
will increase as ice accumulates on the aimlane. For the
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same reasons, stall waming devices are not accurate and
cannot be relied upon in icing conditions.

Even though the pilot maintains the prescribed minimum
speeds for operating in icing conditions, ice is still likely to
build up on the unprotected areas. Under some atmospheric
conditions, it may even build up aft of the de-iced areas
despite the maintenance of the prescribed minimum speed.
The effect of ice accumulation on any unpeotected surface is
aggravated by length of exposture to the icing conditions. Ice
buildup on unprotected surfaces will increase drag, add
weight, reduce lift, and generally, adversely affect the aero-
dynamic characteristics and performance of the airplane. it
can pregress to the point where the airplane is no longer
capable of flying. Therefore, the pilot operating even a fully-
equipped airplane in sustained icing conditions must remain
sensitive to any indication, such as observed ice accumula-
tion, loss of airspeed, the need for increased power,
reduced rate of climb, or sluggish response, that ice is accu-
mulating on unprotected surfaces and that continued flight in
these conditions is extremely hazardous, regardless of the
performance of the deicing/anti-icing equipment.

Since flight in icing condilions is not an everyday occur-
rence, it is important that you maintain a proper proficiency
and awareness of the operating procedures necessary for
safe operation of the airplane and that the airplane is in a
condition for safe operation.

Ensure moisture drains in the airplane structure are main-
tained open as specified in the Aircraft Maintenance Manuai,
so that moisture will not collect and cause freezing in the
control cable area. Also, control surface tab hinges should
be maintained and lubricated as specified in the Aircraft
Maintenance Manuaj.

In icing conditions the autopilot should be disengaged at an
altitude sufficient to permit the pilot to gain the feet of the
airplane prior to fanding. In no case should this be less than
the minimum altitude specified in the Autopilot Aimlane
Flight Manual Supplement.

Observe the procedures set forth in your Pilot's Operating
Handbook and FAA Approved Airplane Flight Manual during
operation in icing conditions.

Activate your deice and anti-icing systems before entering
an area of moisture where you are likely to go through a
freezing level.

For any owner or pilot whose use pattem for an airplane
exposes it to icing encounters, the following references are
required reading for safe flying:

» The aimlane’s Pilot's Operating Handbook and FAA
Approved Airplane Flight Manuai, especially the sec-
tions on Normal Procedures, Emergency Procedures,
Abnormal Procedures, Systems, and Safety Informa-
tion.

 FAA Advisory Circular 91-51 - Airplane Deice and Ant-
ice Systems.

» Weather Flying by Robert N. Buck.
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Finally, the most important ingredients te safe fiight in icing
conditions - regardless of the airplane or the combination of
deicing/anti-icing equipment - are a complete and current
weather briefing, sound pilot judgment, close attention to the
rate and type of ice accumulations, and the knowledge that
“severe icing” as defined by the National Weather Service is
beyond the capability of modem airplanes and an immediate
diversion must be made. It is the inexperienced or unedu-
cated pilot who presses on “regardless” hoping that steadily
worsening conditions will irmprove, only to find himself flying
an airplane which has become so loaded with ice that he
can no longer maintain altitude. At this point he has fost
most, if not all, of his safety options, including perhaps a 180
degree tum to returmn along the course already traveled.

The responsible and well-informed pilot recognizes the {imi-
tations of weather conditions, his airplane and its systems,
and reacts promptly.

WEATHER RADAR

Airbome weather avoidance radar is, as its name implies,
for avoiding severe weather - not for peretrating it. Whether
to fly into an area of radar echoes depends on echo inten-
sity, spacing between the echoes, and the capabilities of
you and your airplane. Remember that weather radar
detects precipitation drops. Except for the most advanced
radar units, it does not detect turbulence. Therefore, the
radar scope provides no assurance of avoiding turbulence.
The radar scope also does not provide assurance of avoid-
ing instrument weather from clouds and fog. Your scope
may be clear between intense echoes; this clear area does
not necessarily mean you can fly between the storms and
maintain visual sighting of them.

Thunderstorms build and dissipate rapidly. Therefore, do not
attempt to plan a course between echoes. The best use of
ground radar information is to isolate general areas and cov-
erage of echoes. You must avoid individual storms by
in-flight observations either by visual sighting or aitborne
radar. It is better to avoid the whole thunderstorm area than
to detour around individual storms, unless they are scat-
tered.

Remember that while hail always gives a radar echo, it may
fall several miles from the nearest visible cloud and hazard-
ous turbulence may extend to as much as 20 miles from the
echo edge. Avoid intense or extreme level echoes by at
least 20 miles; that is, such echoes should be separated by
at teast 40 mites before you fly between them. With weaker
echos you can reduce the distance by which you avoid
them.

Above all, remember this; never regard any thunderstorm
lightly. Even when radar observers report the echoes are of
light intensity, avoiding thunderstorms is the best policy. The
following are some do’s and don'ts of thunderstorm avoid-
ance:

1. Dor’t fand or take off in the face of an approaching
thunderstorm. Sudden gust-front fow level turbulence
could cause loss of control.

2. Don't attempt to fly under a thunderstorm even if you
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can see through to the other side. Turbulence and wind
shear under the storm could be disastrous.

3. Dort fly without airbome radar into a cloud mass con-
taining scattered embedded thunderstorms. Scattered
thunderstorms not embedded usually can be visually
circumnavigated.

4. Don't trust the visual appearance to be a reliable indica-
tor of the turbulence inside a thunderstorm.

5. Do avoid by at least 20 miles any thunderstorm identi-
fied as severe or giving an intense radar echo. This is
especially true under the anvil of a large cumulonimbus.

6. Do circumnavigate the entire area if the area has 6/10
or more thunderstorm coverage.

7. Do remember that vivid and frequent lightning indicates
the probability of a severe thunderstorm.

8. Do regard as extremely hazasdous any thunderstorm
with tops 35,000 feet or higher whether the top is visu-
ally sighted or determined by radar.

tf you cannot avoid penetrating a thunderstorm, the follow-
ing are some do’s BEFORE entering the storm:

9. Tighten your safety belt, put on your shoulder hamess,
and secure all loose objects.

10. Plan and hold your course to take you through the
storm in minimum tme.

11. To avoid the most critical icing, establish a penetration
altitude below the freezing {evel or an altitude where the
OAT is -15°C or colder.

12. Verify that pitot heat is on, and activate anti-ice sys-
tems. Icing can be rapid at any altitude and can cause
almost instantaneous power failure and/or loss of air-
speed indication.

MOUNTAIN FLYING

Pilots flying in mountainous areas should inform themselves
of all aspects of mountain flying, including the effects of top-
ographic features on weather conditions. Many good articles
have been published, and a synopsis of mountain flying
operations is included in the FAA Aimman's Information Man-
ual, Part 1.

- Avoid flight at low altitudes over mountainous terrain, par-

ticularly near the fee slopes. If the wind velocity near the
level of the ridge is in excess of 25 knots and approximately
perpendicular to the ridge, mountain wave conditions are
likely over and near the lee slopes. If the wind velocily at the
level of the ridge exceeds 50 knots, a strong mountain wave
is probable with extreme up and down drafts and severe tur-
bulence. The worst turbulence will be encountered in and
below the rotor zone, which is usually 8 to 10 miles down-
wind from the ridge. This zone is sometimes characterized
by the presence of “roll clouds” if sufficient moisture is
present. Altocurmnulus standing lenticular clouds are also vis-
ible signs that a mountain wave exists, but their presence is
likewise dependent upon moisture. Mountain wave turbu-
lence can, of course, occur in dry air and the absence of
such clouds should not be taken as assurance that moun-
tain wave turbuience will not be encountered. A mountain
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wave downdraft may exceed the climb capability of your air-
pfane. Avoid mountain wave downdrafts.

VFR AT NIGHT

When flying VFR at night, in addition to the attitude appro-
priate for the direction of flight, pilots should maintain a safe
minimum altitude as dictated by terrain, obstacles such as
TV towers, or communities in the area. This is especially
true in mountainous termain, where there is usually very (ittle
ground reference. Minimum clearance is 2,000 feet above
the highest obstacle enroute. Do not depend on your ability
10 see obstacles in time to miss themn. Flight on dark nights
over sparsely populated country can be the same as IFR.

VERTIGO - DISORIENTATION

Disorientation can occur in a vanety of ways. Duting flight,
inner-ear balancing mechanisms are subjected to vared
forces not normally experienced on the ground. This, com-
bined with loss of outside visual reference, can cause ver-
tigo. False interpretations (illusions) result, and may confuse
the pilot's conception of the attitude and position of his air-
plane.

Under VFR conditions, the visual sense, using the horizon
as a reference, can overnde the iflusions. Under low visibil-
ity conditions (night, fog, clouds, haze, etc.) the illusions pre-
dominate. Only through awareness of these illusions, and
proficiency in instrument fiight procedures, can an airplane
be operated safely in a low visibility environment.

Flying in fog, dense haze or dust, cloud banks, or very low
visibility, with strobe lights of rotating beacons tumed on can
contribute to vertigo. They should be turned off in these
conditions, particutarly at night.

Motion sickness often precedes or accompanies disorienta-
tion and may further jeopardize the flight.

Disorientation in low visibility conditions is not limited to VFR
pilots. Although IFR pilots are trained to look at their instru-
ments to gain an artificiaf visual reference as a replacement
for the loss of a visual horizon, they do not always do so.
This can happen when: the pilot's physical condition will not
permit him to concentrate on his instruments, when the pilot
is not proficient in flying instrument conditions in the airplane
he is flying, or when the pilot's work load of flying by refer-
ence to his instruments is compounded by such factors as
turbulence. Even an instrument rated pilot encountering
instrument conditions, intentional or unintentional, should
ask himself whether or not he is sufficiently alert and profi-
cient in the airplane he is flying to fly under low visibility
conditions and the turbulence anticipated or encountered.

All pilots should check the weather and use good judgement
in planning flights. If any doubt exists, the flight should not
be made or it should be discontinued as soon as possible.

The result of vertigo is loss of control of the airplane. If the
loss of control is sustained, it will result in an excessive
speed accident. Excessive speed accidents oceur in one of
two manners - either as an inflight airfframe separation or as
a high speed ground inpact, and they are fatal accidents in
either case. All airplanes are subject to this form of accident.
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Excessive speed accidents occur at airspeeds greatly in
excess of two operating limitations which are specified in the
manuals (Maximum maneuvering speed and the “red line”
or maximum operating speed). Such speed limits are set to
protect the structure of an airplane. For example, control
surfaces are designed to be used to their fullest extent only
below a the airplane’s maximum maneuvering speed. As a
result, the control surfaces should never be suddenly or fully
deflected above maximum maneuvering speed. Turbulence
penetration should not be performed above that speed. The
accidents we are discussing here occur at airspeeds greatly
in excess of these limitations. -No airplane should ever be
flown beyond its FAA approved operating limitations.

FLIGHT WITH ONE ENGINE INOPERATIVE

Safe ftight with one engine out requires an understanding of
the basic aerodynamics involved, as weil as proficiency in
engine-out procedures.

Loss of power from one engine affects both climb perfor-
mance and controllability of twin-engine airplanes. Climb
performance depends on an excess of power over that
required for level flight. Loss of power from one engine obvi-
ously represents a 50% loss of power but, in virtually all
twin-engine airplanes, climb performance is reduced by at
least 80%. A study of the charts in your Pilot’s Operating
Handbook and FAA Approved Awrplane Flight Manual will
confirm this fact. Single-engine climb performance depends
on four factors:

Airspeed Too little, or too much, will
decrease climb perfor-

mance

Drag Gear, flaps, and windmil-
ling prop

Amount available in excess
of that needed for level
flight

Passengers, baggage, and
fuel load greatly affect
climb performance

Power

Weight

Loss of power on one engine creates yaw due to asymetric
thrust. Yaw forces must be balanced with the rudder. Loss
of power on one engine also reduces airflow over the wing.
In addition, yaw affects the lift distribution over the wing
causing a roll toward the “dead” engine. These roll forces
may be balanced by banking slightly {up to 5°) into the oper-
ating engine.

Airspeed is the key to safe single-engine operations. For
most twin-engine airplanes there is:

Symbol Description

Vuca Airspeed below which
directional contrel cannot
be maintained

Vsse Airspeed below which an

intentional engine cut
shoutd never be made
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Vyse Airspeed that will give the
best single engine rate-of-
climb (or the slowest loss
of altitude)

VysE Airspeed that will give the

steepest angle-of-climb
with one engine out

AIR MINIMUM CONTROL SPEED (Viica)

VMcA is designated by the red radial on the airspeed indica-
tor and indicates the minimum contral speed, airbome at
sea level. Vyca Js determined by FAA regulations as the
minmum airspeed at which it is possible to recover direc-
tional control of the airplane within 20 degrees heading
crange, and therefore maintain straight flight, with not more
than 5 degrees of bank if one engine fails suddenly with:

» Takeoft power on the operative engine
» Rearmost allowable center of gravity
» Flaps in takeoff position

» Propeller on failed engine windmilling (feathered if
Auto-Feather system is required)

However, sudden engine failures rarely occur with all factors
listed above, and therefore, the actual Viyyca under any par-
ticular situation may be a little slower than the red radial an
the airspeed indicator. Most airplanes will not maintain leve!
flight at speeds at or near Vyca. Consequently, it is not
agvisable to fly at speeds approaching Vuca. except in
training situations or during flight tests. Adhering to the prac-
tice of never flying at or below the published Vpca speed for
your airplane will virtually eliminate loss of directional control
as a problem in the event of an engine failure.

INTENTIONAL ONE-ENGINE-INOPERATIVE
SPEED (Vssg)

Vssk is specified by the airplane manufacturer and is the
minimum speed to perform intentional engine cuts. Use of
Vsge is intended 1o reduce the accident potential from loss
of control after engine cuts at or near minimum control
speed. Vmca demonstrations are necessary in training but
should onty be made at safe altitude above the terrain and
with power reduction on one engine made at or above VssEg.

ONE-ENGINE-INOPERATIVE BEST
RATE-OF-CLIMB SPEED (Vysg)

Vyse is designated by the blue radial on the airspeed indi-
cator. VysE delivers the greatest gain in altitude in the short-
est possible time, and is based on the following criteria:

« Critical engine inoperative, and its propeller in the mini-
mum drag position.

» QOperaling engine set at not more than the maximum
continuous power.

Landing gear retracted.

Wing flaps in the most favorable (i.e., best lift/drag ratio)
position.

« Airplane flown at recommended bank angle.
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Drag caused by a windmilling propeller, extended landing
gear, or flaps in the landing position, will severely degrade
or destroy single-engine climb performance. Since climb
performance varies widely with weight, temperature, alti-
tude, and airplane configuration, the climb gradient (altitude
gain or loss per mile) may be marginal - or even negative -
under some conditions. Study the Pilot's Operating Hand-
book and FAA Approved Aimlane Flight Manual for your

specific airplane and know what performance to expect with
one engine out.

ONE-ENGINE-INOPERATIVE BEST
ANGLE-OF-CLIMB SPEED (Vxse)

Vxse is used only to clear obstructions durnng initial climb-
out as it gives the greatest altitude gain per unit of horizon-
tal distance. it requires more rudder control input than Vysg.

SINGLE ENGINE SERVICE CEILING

The single engine service ceiling is the maximum altitude at
which an airplane will climb at a rate of at least 50 feet per
minute in smooth air, with one engine inoperative.

The single-engine service ceiling graph should be used dur-
ing flight planning to determine whether the airplane, as
loaded, can maintain the Minimum Enroute Alfitude (MEA) if
IFR, or terrain clearance if VFR, following an engine failure.

BASIC SINGLE ENGINE PROCEDURES

Know and follow, to the letter, the single-engine emergency
procedures specified in your Pilot’s Operating Handbook
and FAA Approved Airplane Flight Manual for your airplane.

However, the basic fundamentals of all the procedures are
as follows:

1. Maintain airplane control and airspeed at all times.
THIS IS CARDINAL RULE NUMBER ONE.

2. Usually, apply 100% torque to the operating engine.
However, if the engine failure occurs at a speed below
VMca, or during cruise or in a steep tum, you may elect
fo use only enough power to maintain a safe speed and
aftitude. If the failure ocours on final approach, use
power only as necessary to complete the landing.

3. Reduce drag to an absolute minimum.
4. Secure the failed engine and related sub-systems.

The first three steps should be done promptly and from
memory. The check list should then be consufied to be sure
that the inoperative ergine is secured property and that the
approprate switches are placed in the correct position. The
airplane must be banked about 5° into the live engine, with
the "slip/skid” balt slightly out of center toward the five eng-
ine, to achicve rated performance.

ANOTHER NOTE OF CAUTION. Be sure to ideniify the
dead engine positively, before securing it. Remember: First
identify the suspected engine (i.e., "Dead foot means dead

engine”), second, verify with cautious throtlle movement,
then secure.
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ENGINE FAILURE ON TAKEOFF

If an engine fails before attaining V4, the only proper action
is to discontinue the takeoff. If the engine fails after V4, the
takeoff may be continued using the procedures specified in
the Pilot’s Operating Handbook and FAA Approved Airplane
Flight Manual.

Your Filot's Operating Handbook and FAA Approved Air-
ptane Flight Manual contains charts that are used in calcu-
lating the runway length required to stop if the engine fails
at Vi speed and also has charts showing the single-engine
performance after takeoff.

Stugdy your charis carefully. No airplane is capabie of climb-
ing out on one engine under all weight, pressure altitude,
and temperature conditions. The maximum take-off weight
must be limited to achieve the required performance as
specified in the LIMITATIONS section.

WHEN YOU FLY Vx, Vy, Vxse AND Vyse

During nomat two-engine operations always fly the pub-
lished take-off speeds on initial climb out. Then, accelerate
to your cruise climb airspeed after you have obtained a safe
allitude. Use of cruise climb airspeed will give you increased

" inflight visibility and befler fuel economy. However, at first
indication of an engine failure dunng climb out, or while on
approach, establish Vysg or Vxsg, whichever is appropriate.
(Consult your Pilot's Operating Handbook and FAA
Approved Aimplane Flight Manual for specifics.)

STALLS, SLOW FLIGHT AND TRAINING

The stall waming system must be kept operational at all
ames and must not be deactivated by interruption of circuits
or circuit breakers. Compliance with this requirement is
especiafly important in all high performance multi-engine air-
planes during engine-out practice or stall demonstrations,
because the stall speed is critical in operation of high-
performance airplanes.

The single-engine stall speed of a lwin-engine airplane is
generally stightly betow the power off (engines idle) stali
speed for a given weight condition. Single-engine stalls in
multi-engine airplanes are not recommended. Single-engine
stalls should not be conducted in high performance air-
planes by other than qualified engineering test pilots.

Vumca demonstrations should not be atitempted when the
altitude and temperature are such that the engine-out mini-
mum contral speed is known, or discovered to be, close to
the stalling speed. Loss of directional or lateral control, just
as a stall occurs, 1s potentially hazardous.

Vssg, the airspeed below which an engine should not be
intentionatiy rendered inoperative for practice purposes, was
established because of the apparent practice of some pilots,
instructors, and examiners, of intentionally rendenng an
engine inoperative at a ime when the airplane is being oper-
ated at a speed close 1o, or below, the flight idle stall speed.
Unless the pilot takes immediate and proper corrective
action under such circumstances, it is possible 10 enter an
inadvertent spin.
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It is recognized that flight below Vgsg with one engine inop-
erative, or simulated inoperative, may be required for condi-
tions such as practice demonstration of Vyca -for multi-
engine pilot certification. Refer to the procedure set forth in
the Pilot's Operating Handbook and FAA Approved Airplane
Flight Manual for your airplane. This procedure calls for
simulating one engine inoperative by reducing the power
lever on one engine to zero thrust while cperating at an air-
speed above Vgge. Power on the other engine is set at
maximum, then airspeed is reduced at approximately one
knot per second until either Vmca or stall warning is
obtained. During this transition, rudder should be used to
maintain directional control, and ailerons should be used to
maintain a 5° bank toward the operative engine. At the first
sign of either Vieca or stall waming (which may be evi-
denced by inability to maintain longitudinal, lateral or direc-
tional control, aerodynamic stall buffet, or stall waming hom
sound), recovery must be initiated immediately by reducing
power to zero thrust on the operative engine and lowering
the nose to regain Vgse. Resume normal flight. This entire
procedure should be used at a safe alfitude of at least 5,000
feet above the ground in clear air only.

If stall waming is detected prior ta the first sign of Vpca, an
engine-out minimum control speed demonstration cannot be
accomplished under the existing gross weight conditions
and should not be aftempted.

SPINS

A major cause ot fatal accidents in general aviation air-
planes is a spin. Stall demonstrations and practice are a
means for a pilot to acquire the skills to recognize when a
stall is about to occur and to recover as soon as the first
signs of a stall are evident. IF A STALL DOES NOT OCCUR
- A SPIN CANNOT OCCUR. It is important 1o remember,
however, that a stall can occur in any flight attitude, at any
airspeed, if controls are misused.

Your airplane has not been tested for spin recovery charac-
teristics, and is placarded against imentional spins.

The pilot of an aimplane placarded against intentional spins
should assume that the airplane may become uncontroliable
in a spin, since its performance characteristics beyond cer-
tain limits specified in the FAA regulations have not been
tested and are unknown. This is why airplanes are plac-
arded against intentional spins, and this is why stall avoid-
ance is your protection against an inadvertent spin.

Pilots are taught that intentional spins are entered by delib-
erately inducing a yawing moment with the controls as the
airptane is stalled. Inadvertent spins result from the same
combination - stall plus yaw. That is why it is important fo
use coordinated controls and to recover at the first indication
of a stall when practicing stalls.

Jn any twin engine aimplane, fundamental aerodynamics dic-
tate that it the aimlane is allowed to become fully stalled
while one engine is providing lift-producing thrust, the yaw-
ing moment which can induce a spin will be present. Conse-
quently, it is imponant to immediately reduce power on the
operating engine, lower the nose to reduce the angle of
attack, and increase the airspeed to recover from the stall.
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In any twin engine aiplane, if application of stall recovery
controls is delayed, a rapid rolling and yawing motion may
develop, even against full aiteron and rudder, resulting in the
airplane becoming inverted during the onset of a spinning
motion. Once the airplane has been permitted to progress
beyond the stall and is allowed to reach the rapid rolling and
yawing condition, the pitot must then immediately initiate the
generally accepted spin recovery procedure for mutti-engine
airplanes, which is as follows:

Immediately move the control column full forward, apply full
rudder opposite to the direction of the spin and reduce
power on both engines to idle. These three actions should
be done as near simultanecusty as possible; then continue
to hold this control position until rotation stops and then neu-
tralize all contrals and execute a smooth puilaut. Ailerons
should be neutral during recovery. THE LONGER THE
PILOT DELAYS BEFORE TAKING CORRECTIVE ACTION,
THE MORE DIFFICULT RECOVERY WILL BECOME.

Always remember that extra aleriness and cood pilot tech-
niques are required for slow flight maneuvers, inciuding the
practice or demonstration of stalls or Vyca. In addition to
the foregoing mandatory procedure, always:

o Be certain that the center of gravity of the aimplane is as
far forward as possible. Forward C.G. aids stall recov-
ery, spin avoidance and spin recovery. An aft C.G. can
create a tendency for a spin to flatten out, which delays
recovery.

» Conduct any maneuvers which could possibly result in
a spin at affitudes in excess of five thousand {5,000)
feet above ground level in clear air only.

e Remember that an airplane, at or near traffic pattem
and approach altitudes, cannot recover from a spin, or
perhaps even a stall, before impact with the ground.
When descending to traffic aftitude and during pattern
entry and all other flight operations, maintain speed no
lawer than Vgse. On final approach maintain at least
the airspeed shown in the flight manual. Recagnize that
under some conditions of weight, density altitude, and
airplane configuration, a twin engine airplane cannot
climb or accelerate on a single engine; hence a single
engine go-aroung is impossible and the airplane is com-
mitted to a landing. Plan your approach accordingiy.

+ Remember that, if a stall or spin occurs under instru-
ment conditions, the pilot, without reterence to the hori-
zon, is certain to become disoriented. He may be
unable to recognize a stall, spin entry, or the spin con-
dition and he may be unable to determine even the
direction of the rotation.

» Finally, never forget that stall avoidance is your best
protection against an inadverient spin. MAINTAIN
YOUR AIRSPEED.

VORTICES - WAKE TURBULENCE

Every airplane generates wakes of turbulence while in ftight.
Part of this is from the propeller or jet engine, and part from
the wing tip vortices. The larger and heavier the airptane,
the more pronounced and turbutent the wakes will be. Wing
tip vortices from large, heavy airplanes are very severe at
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close range, degenerating with time, wind and distance.
These are rolling in nature, fromn each wing tip. In tests, vor-
tex velocities of 133 knots have been recorded. Encounter-
ing the rolling effect of wing tip vonlices within two minutes
after passage of large airplanes is extremely hazardous to
small airplanes. This roll effect can exceed the maximum
counter roll obtainable in a small airplane. The turbuient
areas may remain for three minutes or more, depending on
wind conditions, and may extend several miles beyond the
airplane. Plan fo fiy slightly above and to the windward side
of other airplanes. Because of the wide vanety of conditions
that can be encountered, there is no set rule to follow o
avoid wake turbulence in all situations. However, the Air-
man’s Information Manual, and to a greater extent Advisory
Circular 90-23, Aircraft Wake Turbulence, provides a thor-
ough discussion of the factors you should be aware of when
wake turbulence may be encountered.

TAKEOFF AND LANDING CONDITIONS

When taking off on runways covered with water or freezing
slush, the landing gear should remain extended for approxi-
mately ten seconds longer than normmal. allowing the wheels
to spin and dissipate the freezing moisture. The landing gear
should then be cycled up, then down, wait approximately
five seconds and then retracted again. Caution must be
exercised to ensure that the entire operation is performed
below Maximum Landing Gear Operating Airspeed.

Use caution when landing on runways that are covered by
water or slush which cause hydroplaning (aquaplaning).
phenomenon that renders braking and steering ineffectn
because of the fack of sufficient surface friction. Snow ana
ice covered runways are aiso hazardous. The pilot should
also be alert to the possibility of the brakes freezing.

Use caution when taking off or landing during gusty wind
conditions. Also be aware of the special wind conditions
cauvsed by buildings or other obstructions located near the
runway in a crosswind pattern.

MEDICAL FACTS FOR PILOTS
GENERAL

When the pilot enters the airplane, he becomes an integral
par of the man-machine systemn. He is just as essential to a
successful flight as the contraol surfaces. To ignore the pilat
in preflight planning would be as senseless as failing to
inspect the integrity of the control surfaces or any cther vital
part of the machine. The pilot has the responsibility for
determining his reliability prior to entering the airplane for
flight. When piloting an airplane, an individual should be free
of conditions which are hammful to alertness, ability to make
correct decisions, and rapid reaction time.

FATIGUE

Fatigue generally slows reaction time and causes ermors due
to inattention. In addition to the most common cause of
fatigue, insufficient rest and loss of sleep, the pressures of
business, firancial worries, and family problems can be
important contributing factors. If you are tired, don fly.
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HYPOXIA

Hypoxia, in simple terms, is a lack of sufficient oxygen to
keep the brain and other body tissues functioning properly.
There is a wide individual varation in susceptibility to hyp-
oxia. In addition to progressively insufficient oxvgen at
higher altitudes, anything interfering with the blood’s ability
to carry oxygen can contribute to hypoxia (anemias, carbon
monoxide, and certain drugs). Also, afcohol and various
drugs decrease the brain's tolerance {¢ nypoxia.

Your bady has no built-in alarin system %o let you know
when you are not gefting enough cxygen. it is impassible to
predict when or where hypoxia will occur during a given
flight, or how it will manifest itself. Sorr2 of the common
symptoms of hypoxia are increased breathing rate, a light-
headed or dizzy sensation, tingling or wamn sensation,
swealing, reduced visual field, sleepiness, biue coloring of
skin, fingemails and lips, and behavior ciianges. A paricu-
larly dangerous feature of hypoxia is an increased sense of
well-being, called euphoria. It obscures a person’s ability
and desire to be critical, slows reaction time, and impairs
thinking ability. Consequently, an hypoxic individual com-
monly believes things are getting progressively better while
he nears total collapse.

The symptoms are slow but progressive, insidious in onset,
and are most marked at aititudes above ten thousand feet.
Night vision, however, can be impaired starting at an altitude
of 5,000 feet. Persons who have recently overindulged in
alcohol, who are moderate to heavy smokers, ar who take
certain drugs, may be mare susceptible {o hypoxia. Suscep-
tibility may also vary in the same individual from day to day
or even moming (o evening.

Depending upon altitude, a hypoxic individual requires more
time to make decisions and perform useful acts, even
though he may remain conscious for a longer pediod. If pres-
surization equipment fails, the pilot and passengers have
only a certain amount of time to get an oxygen mask on
before they exceed their time of useful consciousness. The
time of useful consciousness is aparoximately 3-5 minutes
at 25,000 feet of altitude for the average individual and
diminishes markedly as allitude increases. At 30,000 feet,
altitude, for example, the time of useful consciousness is
approximately 1-2 minutes. Therefore, in the event of
depressurization, oxygen masks should be usec immedi-
ately.

Shoufd symptoms occur that cannot definitely be identified
as either hypoxia or hyperventilation, try three or four deep
brezaths of oxygen. The symptoms should improve markedly
if the condition was hypoxia (recovery from hypoxia is rapid).

Pilots who fly to altitudes that require or may require the use
of supplemental oxygen shouid be thoroughly familiar with
the operation of the airplane oxygen systems. A preflight
inspection of the system should be performed, including
proper fit of the mask.

The passengers should be briefed on the proper use of their
oxygen system before flight.
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Pilots who wearbeards should be careful to ensure that
their bezzd.is  cavefully timmed so that it will not interfere
with proper sealing of the oxygen masks. If you wear a
beard Gf mustache, test the fit of your oxygen mask on the
ground for proper sealing. Studies conducted by the military
and oxygen eguipment manufacturers conclude that oxygen
masks co.not seal over beards or heavy facial hair.

Federal ‘Aviation Regulations related to the use of supple-
mental oexygen by flight crew and passengers must be
adhered #2 if fiight to higher altitudes is ta be accomplished
safely. Passengers with significant circulatory or lung dis-
ease may naed to use supplemental oxygen at lower alti-
tudes than specified by these regulations.

Pilots of pressurized airplanes should receive physiological
training with emphasis on hypoxia and the use of axygen
and oxygen systems. Pilots of airplanes with pressure
demand oxygen systems should underge training, experi-
ence altitbde chamber decompression, and be familiar with
pressure breathing before flying at high altitude. This train-
ing is available throughout the United States at nominal
cost. information regarding this training may be obtained by
reqtiest from the Chief, Civil Aeromedical Institute, Attention:
Aeromedical Education Branch, AAC-140, Mike Monroney
Aeronautical Center, P.O. Box 25082, Oklahoma City, Okla-
homa 73125

HYPERVENTILATION

Hyperventilation, or overbreathing, is a disturbance of respi-
ration thal may occur in individuals as a result of emotional
tension or anxiety. Under conditions of emotional stress,
fright, or pain, breathing rate may increase, causing
increased lung ventilation, although the carhon dioxide out-
nut of the body relts does not increase. As as result, carbon
dioxide is "washed out” of the blood. The most common
syraptoms of hyperventilation are: dizziness, nausea, sleepi-
ness, and finally, unconsciousness. If the symploms persist,
discontinue use of oxygen and consciously slow your
breathing rate until symptoms clear, and then resume nor-
mal breathing rate. Normal breathing can be aided by talk-
ing aloud.

ALCOHOL

Common sense and scientific evidence dictate that you
must net fly as a2 crew member while under the influence of
alcohol. Aleohol, even in smatl amounts, produces (among
other things):

» A dulling of critical judgement.
¢ A decreased sense of responsibility.
s Diminished skill reactions and coordination.

» Decreased speed and strength of muscular reflexes
(even after one ounce of alcohol).

¢ Decreases in efficiency of eye movements during read-
ing (after one ounce of alcohol).

= Increased frequency of errors (after one ounce of alco-
hol).

¢ Constriction of visual fields.
» Decreased ability to see under dim ifluminations.

May, 1994



King Air Series

« Loss of efficiency of sense of touch.
« Decrease of memory and reasoning ability.

+ Increased susceplibility to fatigue and decreased atten-
tion span.

* Decreased relevance of response.

« Increased self confidence with decreased insight into
immediate capabilities.

Tests have shown that pilots commit major errors of judg-
ment and procedure at blood alcohol levels substzntially
less than the minimum legal levels of intoxication for most
states. These tests further show a continuation ¢f impair-
ment from alcohol up to as many as 14 hours after con-
sumption, with no appreciable diminution of impairment. The
body metabolizes ingested atcohol at a rate of about one-
third of an ounce per hours. Even after the body completely
destroys a moderate amount of alcohol, a pilot can still be
severely impaired for many hours by hangover. The effects
of alcohol on the body are magnifiec at alfitudes; 2 oz. of
alcohol at 18,000 feet produce the same adverse effects as
6 oz. at sea level.

Federal Aviation Regulations have been amended to reflect
the FAA's growing concem with the efiects of alcohol impair-
ment. FAR 91 states:

“Alcohol or drugs.

(a) No person may act or attempt to act as a crew-
member of a civil aircraft -

(1) Within 8 hours after the consumption of any
alcoholic beverage;

(2) While under the influence of alcohol;

(3) While using any drug that aflects the per-
son's faculties in any way contrary 1o safety; or

(4) While having .04 percent by weight or more
alcohof in the blood.

(b) Except in an emergency, no pilot of a civil air-
craft may allow a person who appears to be intoxi-
cated or who demonstrates by manner or physical
indications that the individual is under the influence
of drugs (except a medical patient under proper
care) to be carried in that aircraft.”

Because of the slow destruction of aicohol by the body, a
pilot may still be under influence eight hours after drinking a
moderate amount of alcohol. Therefore, an excellent nule is
to allow at least 12 to 24 hours between “bottle and throttle,”
depending on the amount of alcoholic beverage consumed.

DRUGS

Self-medication or taking medicine in any form when you are
flying can be extremely hazardous. Even simple home or
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over-the-counter remedies and drugs such as aspifin, ant-
histamines, cold tablets, cough mixtures, laxatives, tranquil-
izers, and appetite suppressors may sesiously impair the
judgment and coordination needed while flying. The safest
rule is to take no medicine before or while flying, except
after consultation with your Aviation Medical Examiner.

SCUBA DIVING

Flying shorlly after any prolonged scuba diving could be
dangerous. Under the increased pressure of the water,
excess nitrogen is absorbed it your system. If sufficient
time has not elapsed prior to takeoff for your system to rid
itself of this excess gas, you may experience the bends at
cabin altitudes even under 10,000 feet.

CARBON MONOXIDE AND NIGHT VISION

The presence of carbon monoxide results in hyposia which
wilt affect night vision in the same manner and extent as
hypoxia from high aftitudes. Even smafl levels of carbon
monoxide have the same effect as an altitude increase of
8,000 to 10,000 feet. Smoking sevesal cigarettes can result
in a carbon monoxide saturation suificient to affect visual
sensitivity equal to an increase of 8,000 feet altitude.

DECOMPRESSION SICKNESS

Pilats flying unpressurized airplanes at altitudes in excess of
10,000 feet should be atert for the sympioms of 'decompres-
son sickness’. This phenomenon, while rare, can impair the
pilot's ability to perform and in exireme cases, can result in
the victim being rendered unconscious. Decompression
sickness, also known as dysbarism and aviator's "bends”, is
caused by nitrogen bubble formation in bedy tissue as the
ambient air pressure is reduced by cfimbing to higher alt-
tudes. The symptoms are pain in the joinis, abdominal
cramps, buming sensations in the skin, visual impainnent
and numbness. Some of these symptoms are similar 1o hyp-
oxia. The only known remedy for decompression sickness is
recompression, which can only be accomplished in an
unpressurized airplane by descending. The pitot should
immediately descend if it is suspected thal this condition
existed, since the effect will only worsen with continued
exposure to the reduced pressure environment at altitude
and could result if uncorrected, in complete incapacitation.
The possibility of decompression sickness can be greatly
reduced by pre-breathing oxygen prior to flight and by com-
mencing oxygen breathing well below the altitudes where it
is legally mandatory.
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A FINAL WORD

Airplanes are truly remarkable machines. They enable us to
shrink distance and time, and to expand our business and
personal horizons in ways that, not too many years ago,
were virtually inconceivable. For many businesses, the gen-
eral aviation airplane has become the indispensable tool of
efficiency.

Advances in the mechanical reliability of the airplane we fly
have been equally impressive, as attested by the steadily
declining statistics of accidents attributed to mechanical
causes, at a time when the airframe, systems and power-
plants have grown infinitely more complex. The explosion in
capability of avionics systems is even more remarkable.
Radar, RNAV, LORAN, sophisticated autopilots, EFIS and
other devices which, just a few years ago, were too farge
and prohibitively expensive for general aviation size air-
planes, are becoming increasingly commonplace in even
the smallest airplanes.
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Thus, this SAFETY INFORMATION is directed to the piiot,
for it is in the area of the skill and proficiency of you, the
pilot, that the greatest gains in safe flying are to be made
over the years to come. Intimate knowiedge of your airplane,
its capabilities and its limitations, and discipiined agherence
to the procedures for your airplane’s operation, will enable
you to transform potential tragedy into an interesting hangar
story when - as it inevitably will - the abnormal situation is
presented.

Know your airplane’s limitations, and your own. Never
exceed efther.

Safe flying,
BEECH AIRCRAFT CORPORATION
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