
The year was 2010, I was the captain on a Beechjet.  My copilot and I were at 41,000 feet on our way to 
Dallas, bringing our boss there for a football game. We had some pretty strong headwinds out of the 
Southwest, and our fuel reserves were a little tight in Dallas. 

 
In an effort to make some fuel, the copilot and I looked at the books and decided to climb to flight level 
430 to get the fuel burn down ( which would have resulted in a 150# an hour reduction and over the 
remaining 3 hours of our flight would have given us more than enough reserve). We were well within 
the weight, CG, and outside air temperature to do the climb to 43,000 ft.  The service ceiling of the 
Beechjet is flight level 450. 

 
We called ATC and asked for a climb to Flight level 430, which we were given. We were cruising at Mach 
.785 at flight level 410 and were making the numbers the AFM said we should be making. We started our 
climb up to Flight level 430 at a slow 300 ft./min. (You don’t want to climb too steeply at almost 8 miles 
above the earth). During the climb, I was monitoring the airspeed and angle of attack. I watched as the 
AOA increased and the airspeed went down. But what I noticed was the AOA was increasing at a 
rate faster than normal and the airspeed was decaying much quicker than I anticipated.   Trying to head 
off the impending stall, We immediately called ATC and asked for a descent back down the flight level 
410. 

 
We wound up stopping in Bowling Green to pick up some fuel to have proper reserves in Dallas. 

 
So, what did I learn from this? 

 
I learned that even though the AFM or POH may say you can do something, there are things these books 
don’t know. Like, age of the aircraft, time on the engine, is there any history that may stop the aircraft 
from performing like it did when it was new(accident damage, landing doors that don’t fair up like they 
did when new, etc...) 

 
After landing in Dallas, we had the aircraft inspected by a Hawker/Beech service center. 
They performed power checks and also checked the rigging of the flight controls. 
No discrepancies were noted.  When my copilot and I asked what they believe caused the lack of 
performance, the director of maintenance pointed out the aircraft was almost 20 years old and had 
4500 hours on it. Even though it was well maintained, it wasn’t new. 

 
The flaps and landing gear doors (as much as they were within spec) probably didn’t fair up like they did 
when new resulting in added drag. That the flight control surfaces probably have some play in them, also 
resulting in additional drag. That the engines, while only 1500 hours out of their second overhaul (not 
very long for a turbine engine), were not developing the same thrust they did when new. 

 
So my takeaway was, always allow some margin for error and do not operate near the edge of the 
envelope. 
 
All the rules are written in blood. 
 


