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span? It is of great value on airplanes
that are to be operated at high altitude,
and that is the B36TC's forte. The air

plane is certified to 25,000 feet, where it
will cruise at 200 knots. Times to climb

are good, and even in the summertime
the number of minutes spent climbing
doesn't total much more than the thou
sands of feet climbed. Even up at 18,000
feet at gross weight (which is impossible
to do legally, but the number is calcu
lated anyway), the airplane will climb at
almost 700 feet per minute.

The long wings are also a clear sign
that the B36TC was developed specifi
cally as a turbocharged airplane rather
than one on which a turbocharger is
bolted. The A36TC is a good airplane,
but tip tanks are required if long trips are
to be flown, and the shorter wings just
are not as efficient at high altitude.

Everyone who has flown Bonanzas
much has favorites, and those who have
flown all of them usually single out the
original 35 as the most pleasant of all.
There's a simple reason for that. It was
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the original, and the handling qualities
were in their purest form. When you
start adding horsepower and increasing
weight, there's no way to keep the han
dling qualities "original." The B36TC,
though, has to rate as excellent in this
area. Where its gross weight is 1,300
pounds more than the original Bonanza,
the additional wing and the work done
on handling qualities makes it quite
pleasant to fly. Those wedgies on the
front of the wings make it one of the
tamest Bonanzas ever to stall. Fast or

slow, if the airplane is trimmed prop
erly, you can fly it with your fingertips.
Or you can let the Bendix/King KFC
150 automatic flight control system do
its usual fine job.

Do mind approach speed. If you have
been flying other Bonanzas and are ac
customed to how they land after an 80
knot approach, the B36TC will remind
you that longer wings mean more float
ing before touchdown. The stalling
speed is lower than the A36's even
though the B36TC can be flown 200

pounds heavier.
On both the A36TC that preceded it

and the newer airplane, Beech opted not
to use cowl flaps even though they are
used on the normally aspirated airplane.
The climb procedure is high power, 34
inches of manifold pressure, 2,600 rpm,
and full rich mixture, so the rationale for
no cowl flaps must be one of keeping
things as simple as possible. On the hot
day the airplane was flown, though, en
gine temperatures became quite warm
in climb, and the airspeed needed to be
up around 130 knots. This doesn't hurt
the climb a lot, but all turbocharged air
planes really need cowl flaps. They get
hot when climbing and when flying
high; cooling them the same in climb,
cruise, and descent, summer and winter,
is not the most efficient way to do it. On
the other hand, if cowl flaps are fitted
and the pil'ot forgets to open them as
required, the engine might suffer dam
age from excess heat. The Malibu design
excluded cowl flaps as well, for this
reason.
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The B36TC has bigger fuel tanks than
other Bonanzas and qualifies as a true
long-range p.irplane. With 102 gallons
on board, there's useful load left for
three people and some baggage. If the
airplane is flown at 18,000 feet, 15 gal
lons of fuel are likely invested in taxi,

takeoff, and climb. Take 15 off what is
left as a minimum reserve, and 72 gal
lons remain for the enroute portion of
the flight. At high power, the airplane
bums 17.7 gallons per hour, so four
hours are there for cruise at a speed of
nearly 200 knots. Throw in some tail-

wind and a 1,000-nautical-mile trip is a
reality. Fly the B36TC higher and go far
ther and faster.

The airplane flown was going to
Maine, so it didn't have air conditioning.
This would add some weight and a lot of
comfort in hot weather, but the airplane
climbs so well that it can be in cool air

quickly. At the other end of the tempera
ture spectrum, the airplane has prop de
ice but no protection for other surfaces.
A stand-by generator provides power to
one radio and a few other items should

the primary fail, and there is an alternate
source for instrument air pressure. A
Stormscope addresses the thunderstorm
question, and a big oxygen bottle en
ables high flying.

If you had a B36TC, or any other
unpressurized but turbocharged air
plane, how often would you fly at oxy
gen altitudes? That is a good question,
but the answer is not the only reason to
consider turbocharging. There is a lot of
value found at and below 12,500 feet, at
high density altitudes for takeoff and
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The B36TC has bigger
fuel tanks than other

Bonanzas and qualifies
as a true long-range

airplane. Throw in some
tailwind and a 1,OOO-nm

trip is a reality.



climb, and in dealing with weather. It is
not likely that nonpilot passengers will
enjoy strapping on the old nose bag for
oxygen, but on some trips it might be in
exchange for a really fast ride, or a se
rene one atop icy or turbulent clouds.
For example, the airplane goes a couple
of knots faster for each thousand feet it
flies. Add to that the increase in wind

velocity with height-especially pro
nounced in the fall, winter, and spring
and the difference in groundspeed be
tween 11,000 feet and Flight Level 190
can be as high as 50 knots. Where is that
nose bag?

The ride will be a quiet one regardless
of altitude. Even without noise

attenuating headsets for pilot and pas
sengers, the cabin is okay for normal
conversation. Comfortable, too, with
club seating for the folks in back and a
nice little table for cards or work. The

new instrument panel leaves plenty of
room for options. Even a well-equipped
airplane like the one flown for this re
port had space for a lot more avionics
and instruments. One option that will
likely soon find its way into all airplanes
in this class is a second transponder and
encoder. With a requirement for this
coming in all airspace above 10,000 feet
msl and in more terminal airspace, it be
comes a no-go item for many trips.

The B36TC offers a clear alternative to

the light twin. The performance is about
the same, the cabin is about the same,
and with one exception the question of
redundancy is addressed. There's stand
by electricity and instrument power,
leaving only the engine in question. The
single versus twin argument will go on
forever, with the twin fans always con
vinced that people who fly singles are
nuts and vice versa. But the progress
that has been made on dual systems and
weather avoidance equipment for sin
gles makes the airplanes more attractive.
What is nice is that both are available. If

you want a piston twin, Beech will put
you in a nice Baron.

They will also send you to school, and
this is important. The B36TC isn't a
"kick the tires and light the fires" air
plane because it has systems that have
to be understood to be used properly. If
the pilot hasn't had turbo charging be
fore, there's a lot to learn about that and
about high-altitude operations. A trip
through the altitude chamber (informa
tion is available from the Federal Avia

tion Administration's general aviation
district offices and flight standards dis
trict offices) is also a good move because

there is no other way to really see the
effect of altitude on the individual.

Beech is currently building one B36TC
a month, so you aren't going to see vast
numbers of them on the ramp. The price
is double or more that of an F33A Bo

nanza, but the airplane offers some
unique talents in return for the bucks.
The quality is nice, the handling quali
ties are excellent, and the B36TC is an
airplane that you'll look back at with
pleasure as you stroll away after every
landing. 0

Beechcraft Bonanza B36TC

Price as tested: $361,652

Specifications
Powerplant(s) Teledyne Continental TSlO-520-UB

300 hp
Recommended TBO 1,600 hr

Propeller(s) McCauley constant-speed, 3-blade
Length 27 ft 6 in
Height 8 ft 5 in
Wingspan 37 ft 10 in
Wing area 188.1 sq ft
Wing loading 20.5 lb/sq ft
Power loading 12.8Ib/hp
Seats 6

Cabin length 12 ft 7 in
Cabin width 3 ft 6 in

Cabin height 4 ft 2 in
Empty weight, as tested 2,692 lb
Max ramp weight 3,866 lb
Gross weight 3,850 lb
Useful load, as tested 1,1741b

Fuel capacity, std 108 gal (102 gal usable)
648 lb (612 lb usable)

Oil capacity, ea engine 12 qt
Baggage capacity 70/400Ib, 10/47 cu ft

(Higher figures are with two rear seats removed)
Performance

Takeoff distance, ground roll 1,030 ft .
Takeoff distance over 50-ft obst 2,141 ft

Max demonstrated crosswind component 17 kt
Rate of climb, sea level 1,049 fpm
Max level speed, 22,000 ft 213 kt
Cruise speed/endurance w/45-min rsv, std fuel

@ 79% power, best economy 200 kt/5.1 hr
25,000 ft (99.6 pph/16.6 gph)
@ 69% power, best economy 189 ktj6.0 hr
25,000 ft (85.8 pph/14.3 gph)

Max operating altitude 25,000 ft
Landing distance over 50-ft obst ' 2,050 ft
Landing distance, ground roll 1,120 ft

Limiting and Recommended Airspeeds
Vx (best angle of climb) 79 KlAS
Vy (best rate of climb) 112 KIAS
Va (design maneuvering) 141 KIAS
Vfe (max flap extended) 125 KIAS
VIe (max gear extended) 154 KIAS
Vno (max structural cruising) 168 KIAS

(Above 16,000 ft reduce Vno 3 KIAS per 1.000 ft)
Vne (never exceed) 206 KIAS

(Above 16,000 ft reduce Vne 4 KIAS per 1,000 ft)
Vr (rotation) 70 KIAS
Vsl (stall, clean) 65 KIAS
Vso (stall, in landing configuration) 57 KIAS
All specifications are based on manufacturer's calcula

tions. All performance figures are based on standard

day, standard atmosphere, sea level, gross weight con
ditions unless otherwise noted. 0
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