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— LATEST BRIEFING — 

  

A Solemn Reminder of Pilot Incapacitation 
Dangers 

  

by Charlie Precourt, CJP Safety Committee Chairman 

  
  

Pilot incapacitation and depressurization are once again hot 
topics of conversation among our members following the 
unfortunate loss of a Citation V, N611VG. You can follow the CJP 
forum thread here for lots of good discussion, as well as see the 
NTSB preliminary report attached at the end of this column. 
  
We are unlikely to get a definitive root cause here as to whether 
it was loss of cabin pressure or pilot incapacitation due to a 
health issue, as there is reportedly not much at the wreckage site 
to go on given the nature of the crash. 
  
What we learn in training are the only defenses we have to these 
scenarios, so I hope if you haven't yet, that you'll consider 
programs CJP has established like our Companion course at 
FlightSafety, and the companions' sessions at our convention, as 

well as altitude chamber courses to expose you to your hypoxia symptoms. 
  
We plan to host another CJP altitude chamber event in 2024 and will get more details out on 
date and location soon. As a reminder, the time of useful consciousness tables (below) are 
provided for you in the CJP Inflight Guides available at the safety page on the website... an 
occasional review of those numbers is worthwhile. 
  
One of our very own Citation V pilots, Endre Holen, provided a nice interview about his 
aircraft with David Miller, which we've included here as part of this edition of Right Seat. 
Also, as part of the Safe to Land Initiative, the CJP Safety Foundation has created a weekly 
video series highlighting multiple aspects of the program. Released each Sunday morning 
through an eBlast and also on Spotify, these short broadcasts include such topics as how to 
use the STL cue card, and real-world use of new approach and landing practices. 

https://click.icptrack.com/icp/relay.php?r=17810364&msgid=465517&act=CWGP&c=1312359&pid=1142557&destination=https%3A%2F%2Fwww.citationjetpilots.com%2Fforums%2Fviewtopic.php%3Ff%3D11%26t%3D8526&cf=2077&v=06acf77ddb30e0a8d0b02f9aee2493f197594b487fcb7b4405aeb0ed0936ad2b
https://click.icptrack.com/icp/relay.php?r=17810364&msgid=465517&act=CWGP&c=1312359&pid=1142557&destination=https%3A%2F%2Fwww.citationjetpilots.com%2Fforums%2Fviewtopic.php%3Ff%3D11%26t%3D8526&cf=2077&v=06acf77ddb30e0a8d0b02f9aee2493f197594b487fcb7b4405aeb0ed0936ad2b
https://click.icptrack.com/icp/relay.php?r=17810364&msgid=465517&act=CWGP&c=1312359&pid=1142557&destination=https%3A%2F%2Fwww.citationjetpilots.com%2Fsafety%2Fcockpitguides&cf=2077&v=1b422a21b6a0d970b202a8283a7b4b6ddb1e5fec6fecda9144ce9b74d767ad93


  
CJP members Jonathan Bailey and Endre Holen recently provided content in their CJ2 and 
Citation V aircraft. Over thirty videos are planned for the series running through the end of 
2023 and will also be available soon on the CJP STL webpage. There’s a lot of great content in 
there about this initiative that has been compiled by Jonathan Bailey, Neil Singer and David 
Miller. 
  
  

 
Excerpt from CJP Inflight Guides - Time of Useful Consciousness 

  
  
And to round out this edition of Right Seat, Neil Singer provides an article on non-precision 
GPS approach techniques that dovetail quite nicely with our Safe to Land initiative. 
  
Thanks to Endre, David, Jonathan and Neil for this continuing great content. 
  
  
Fly Safe! 
  
Charlie 
  



 

  



 
  



 
  

 
  

  

An Interview with CJP's Endre Holen 

  

by David Miller, CJP Director of Programs and Safety Education 

  
I recently had the opportunity to sit down with CJP Legacy Aircraft Subcommittee Lead Endre 
Holen, one of our most active legacy Citation members. Endre shared his insights on making 
the transition to a more complex aircraft, the importance of CJP’s Safe to Land(sm) initiative 
and why he uses personalized checklists for normal operations. 



  
The Citation V is a true "Legacy" airframe. Can you talk 
about the cockpit workload and how you handle flying single 
pilot? 
  
The Citation V is an amazing airplane. It has 1800 NM range and 
with the gross weight increase STC can carry about 1300-1400 
pounds with full fuel. It is true that it is an older airframe, and 
the factory avionics are 25-30 years old. 
  
However, many of these airplanes have been upgraded with 
mostly Garmin avionics through the Columbia or JetTech STCs. 
When I bought the airplane, I replaced the Universal FMS with a 
Garmin 750/650 combination. That is a very nice addition since 
it has modern flight plan logic and an excellent moving map for 
situational awareness. 
  
It is true that unless you go fully glass, the rest of the flight 

instruments come in a standard six pack configuration. I have never really flown with anything 
else, and I am very comfortable with that. I have found the workload to be quite manageable. 
The busiest time is on a departure with level off and turns and altitude restrictions. I found the 
best workload reduction is to simply power down and fly the departure at a reasonable speed 
after flaps retraction altitude. 
  
Similarly on arrival, I generally try to get the drag in early and fly the last part of arrival and 
approach at slower speeds. The heaviest workload is abnormal procedures, but I think that 
goes for any single pilot plane. The best advice there is to go slow, use the checklist and be 
methodical. All in all, the Citation V is a great platform for travel and exploration. 
  
You recently added a Dynon D3 Pocket Panel unit to your cockpit. Why? 
  
The backup AI on the legacy Citation is always placed in a strange out of the way location. And 
it is fairly small. In my V, it is over to the right side and down low. It is very difficult to see, 
and I would be hard pressed to fly by it in a real emergency. The good news is that we have 
two gyros and the ability to revert from either co-pilot or pilot side gyro. 
  
The redundancy is very good. However, in my Citation I, I had a gyro go out at FL430 at night 
over the Gulf of Mexico heading to Florida. I had to hand fly from the copilot side instruments 
until I got on the ground. So, I installed a Dynon D3 in that airplane right in front of the pilot, 
and when I purchased the Citation V, I decided to do the same. 
  
It is not a permanent installation and does not replace the legally required back up AI. But 
works great and is less than $1000 and only requires a power chord to the USB port. It is 
probably more redundancy than required but makes for good peace of mind. 
  
Has the Safe to Land(sm) Initiative affected how you handle your approach procedures? 



 
It sure has. It is a great and required initiative 
given how many accidents happen on landing. I 
have always been one to slow down early and be 
stabilized on any arrival, approach and landing. 
The safe to land approach has made my flying 
during the arrival phase more methodical and 
systematic. I like the discipline the 1000, 500, 
200 feet gates forces. The landing cue card lives 
in the side pocket always and gets reviewed 
before any approach. 
  
You have created your own normal checklists 
for the Citation V. Why? 
  
Single pilot flying is always higher workload than 
crew. I found using the Citation book checklist 
to be way too cumbersome and out of order 
with my desired flow. The net result is often to 
miss or skip items or get overloaded at critical 
phases of flight. 
  
Of course, the book needs to be onboard and 
available always. This is a legal requirement. I 
have figured out the absolutely critical items for 
each phase of flight and my preferred flow. The 
checklist is merely a list of those items in the 
flow preferred. It is one double-sided page 
laminated and is used every time and diligently. 
And I have added the simplified criteria in the 
Cessna manual for takeoff data including the 
required N1 settings. 
  
And, I have a table similarly for the VREF 
calculations for various landing weights. 
Although, on a side note, I find myself using my 
AOA indicator for most approaches and landings 
these days. I can highly recommend using a 
checklist like this in single pilot operations. 
  
You have appeared in several "What Good 
Looks Like" videos specific to the Legacy 
Citations and chair the Legacy Committee. 
Can you talk about this effort? 
  
Yes, a year or so ago, CJP decided that we 
needed to engage the owners of the "Legacy" 
jets better. These airplanes are loosely defined 
as all the out-of-production airplanes with 
strange old avionics. They include the 500 series 
and many of the older CJs. We formed a 
subgroup of the safety committee and have 
been pursuing an agenda to get better simulator 
training, more visibility to maintenance issues and providers, creating a community through 
webinars and finally be included in the "What Good Looks Like videos". 
  
Over the last year, we have filmed a few with topics particularly tailored to the uniqueness of 
these older aircraft. This has been taking off with parking brake engaged, turning of avionics 
and inverter switches instead of ignitions and many more relevant topics. The members are 
more engaged and eager for more in the coming year! 
  
How challenging was your transition to the V? Do you have any recommendations for others 
moving up to higher performance Citation models? 
  
The transition to the V was not particularly difficult. My previous airplane was a Citation I 
Stallion conversion. This is real hot rod plane with excellent performance. I vividly remember 
that transition as being challenging. I had been flying an Aero Commander 690B prior to that. 

https://click.icptrack.com/icp/relay.php?r=17810364&msgid=465517&act=CWGP&c=1312359&pid=1142557&destination=https%3A%2F%2Fwww.citationjetpilots.com%2Fstl&cf=2077&v=b42df70f71e618b6061aa528fbbf8de43b78e88ed7a00e7e404b680820b25517


While a turboprop, it is a docile aircraft and slows down really fast. And the reverse on landing 
is fabulous. 
  
When moving a jet, the speed at takeoff and the difficulty of slowing down in the terminal 
area took some time getting used to. These jet birds don't slow down very well unless we make 
them! I very much remember my first take off from KTIW (Tacoma Narrows Airport) with a 
level off at 1500 feet and a 90 degree turn under Seattle's class B airspace. Let's just say that I 
was a mile behind the airplane for the first couple of minutes. And perhaps slightly above 200 
kts and with some zero-G action at level off. 
  
I think the best advice is that we do not have to fly the airplane fast just because it can. 
Pulling back power on takeoff once at safe altitude, leaving the flaps in for a while if you need 
to turn and get the drag in early on arrivals are the best pieces of advice for new jet pilots. 
Train often in simulator AND in the airplane. I find in airplane training invaluable in building 
confidence on engine-out performance and general flying characteristics. And of course, 
training in the simulator is amazing for a whole host of approaches and emergency situations. 
  
I find the Citation jets much safer and easier to fly than the turboprop and piston twins I have 
owned. The performance, weather capabilities and robustness and simplicity of systems, make 
for a safe ride when well trained. 
  

  

MDA to DA 

  

by Neil Singer, CJP Safety Consultant and Master Instructor 

  
When IFR GPS broke onto the scene three decades ago, it caused a 
sea change in the way approaches could be flown into airports too 
small to have an ILS. Rather than conducting an approach 
referencing a relatively inaccurate VOR or NDB signal, every airport 
in the country could be approached with localizer accuracy. What 
the first GPS did for lateral navigation, WAAS has done for vertical 
navigation. Yet some pilots still aren't taking full advantage of 
WAAS capability in this area, and some training providers are 
teaching procedures that hobble a major safety benefit WAAS 
presents. 
  

The issue is the ability of WAAS-capable Garmin navigators to create vertical guidance as part 
of most GPS approaches without published WAAS minimums. This advisory vertical guidance 
turns an LNAV-only approach into an "LNAV+V" approach. Where "+V" vertical guidance is 
available, the autopilot is fully capable of coupling to the vertical path, as if the approach was 
a full-blown LPV or ILS. 
  
Yet many pilots conduct this type of approach in the same manner they would a VOR or NDB, 
setting the MDA in the altitude selector and using vertical speed mode to reach MDA. It is true 
that the presence of vertical guidance on an LNAV approach doesn't change the MDA, nor make 
it an official APV (approach with vertical guidance) in the eyes of the FAA. However, there's no 
reason not to use the same procedure to fly the approach as if it were an LPV, coupling 
vertically via the GP (glide path) mode, and never leveling off at MDA. 
  
Flying an LNAV+V in the manner of a precision, rather than non-precision, approach offers 
several safety benefits. The most important is that the aircraft can be configured to land and 
on-speed outside the FAF, with no further configuration or power changes required. Wherever 
the pilot may be when visual contact with the runway is acquired, the aircraft will be on a 
stable path to the touchdown zone. In contrast a pilot who dives down to MDA at a high rate of 
decent may visually acquire the runway before the aircraft is in a position to begin further 
descent. Deciding when it's safe to leave MDA can require quick thinking at a time when the 
aircraft is very close to terrain, not a desirable situation. 
  
Another benefit is that, as level-off at MDA is not required, the altitude pre-selector can be set 
to the level-off altitude of the missed approach once the FAF is passed. Forgetting to set 
missed approach altitude after level-off at MDA is one of the most common errors made by 
transitioning jet pilots, and beginning the missed without the correct altitude set can lead to 
undesirable autopilot behavior or an ATC violation. 



  
There is one trick to turning an MDA into a DA, however. Built into a published DA is 
consideration that if a pilot looks up at DA, the aircraft will still be traveling downwards while 
the pilot makes the decision to go missed, adds power, and transitions to a climb. An MDA, in 
contrast, is exactly what it says – a minimum altitude below which the pilot must not go unless 
landing. The solution is simple – add "padding" to the MDA so that even if it takes a few 
seconds to get the plane climbing, MDA will not be violated. 
  
  

 
  
  
A light jet flying on a three-degree descent path will be descending about 550 FPM, or a little 
over 9 feet per second. Assuming a worst-case scenario of five seconds to transition from 
descent to climb and rounding up, 50 feet results. So, adding 50' to the published MDA results 
in the new functional DA – the altitude at which the missed approach will commence, and 
which should be bugged as "minimums." 
  

  
  
  

Citation Jet Pilots is the world's premier Cessna Citation aircraft owner-pilot organization. If you 
are a Citation owner-pilot who wants to operate your aircraft more safely, professionally, and 
economically, this is the place to be. 
 

 

 


