
 

 

PREVOST PROBLEM PREPAREDNESSPREVOST PROBLEM PREPAREDNESSPREVOST PROBLEM PREPAREDNESSPREVOST PROBLEM PREPAREDNESS    

    

Over the years many of us have encountered problems with the coach. Rarely are the 

problems as serious as they first appear. But when we have problems they are 

disruptive, and if we are unprepared to deal with them they can be costly in terms of 

both time and money. So what can we do to deal with common problems when they 

occur? The obvious answer is try to prevent them through a good preventive 

maintenance program, but despite that some problems are going to happen. 

 

Below I will list those that I have sensed are the most common based on personal 

experience and posts on the POG forum and Prevost-Stuff. They are not in any special 

order. I will list the problem, discuss possible causes, and offer my opinion of how to 

minimize the problem, deal with it temporarily, or fix it. I will also offer suggestions for 

preparing for the problem.  

 

BUS FAILS TO COMEBUS FAILS TO COMEBUS FAILS TO COMEBUS FAILS TO COME TO RIDE HEIGHT OR REMAIN AT RIDE HEIGHT. TO RIDE HEIGHT OR REMAIN AT RIDE HEIGHT. TO RIDE HEIGHT OR REMAIN AT RIDE HEIGHT. TO RIDE HEIGHT OR REMAIN AT RIDE HEIGHT. This is a 

problem multiple people have had and I have gotten many requests for help, often 

from owners who are in a panic, when this happens. Since it is not the purpose of this 

article to teach how the suspension works, suffice it to say if you put the switches in 

your leveling system into the driving or road position and the bus does not go to the 

ride height (engine running, air pressure up) it is most likely a failed or inoperative 

solenoid valve in the manifold located on the rear bulkhead just inside the steer 

compartment. 

 

On coaches with a 5 solenoid stack the valve in question is the center valve and the 

problem is most likely the coil. On coaches with a 4 solenoid stack the valve in 

question is the second one down. 

 



 

 

                                        
 
                                       This is the solenoid valve manifold and the coil likely to be defective 

                                               Is the center one with the blue wires. (Your wire colors may vary) 

 

 

 

When you are driving the only valve that is open is the solenoid valve listed above. 

This is the valve whose coil is energized for more hours by far than any other one in 

the stack so it is the most likely failure. Remove any other solenoid coil from the 

stack and replace the center one and the problem should be solved. There is a 

caveat however. Not all coaches are built alike due to converter modification of the 

suspension system, so before you experience this problem check your solenoid valve 

coils and determine the voltage being supplied to the coils. If all the coils receive the 

same input voltage you don’t have to do anything. But if your coach has (for example) 

a 24 volt center coil and all others are 12 volt, then to prepare you need to order and 

carry a spare 24 volt replacement coil. 

 

If this problem ever happens to you, make sure you describe it in the direst of terms 

to your wife, and then announce you are going to have to fix it. In about 5 minutes 



 

 

you should be able to make the switch and your wife will know you are as smart as 

you tell her you are. 

 

BUS FAILS TO COME TO RIBUS FAILS TO COME TO RIBUS FAILS TO COME TO RIBUS FAILS TO COME TO RIDE HEIGHT OR REMAIN AT RIDE HEIGHT. SOUNDS OF AIR DE HEIGHT OR REMAIN AT RIDE HEIGHT. SOUNDS OF AIR DE HEIGHT OR REMAIN AT RIDE HEIGHT. SOUNDS OF AIR DE HEIGHT OR REMAIN AT RIDE HEIGHT. SOUNDS OF AIR 

ESCAPING. PRESSURE ON GAUGES WILL NOT COME TO MAXIMUM UNLESS ESCAPING. PRESSURE ON GAUGES WILL NOT COME TO MAXIMUM UNLESS ESCAPING. PRESSURE ON GAUGES WILL NOT COME TO MAXIMUM UNLESS ESCAPING. PRESSURE ON GAUGES WILL NOT COME TO MAXIMUM UNLESS 

LEVELING SYSTEM CLEVELING SYSTEM CLEVELING SYSTEM CLEVELING SYSTEM CONTROLS ARE SET TO SHUT OFF AIR FLOW. ONTROLS ARE SET TO SHUT OFF AIR FLOW. ONTROLS ARE SET TO SHUT OFF AIR FLOW. ONTROLS ARE SET TO SHUT OFF AIR FLOW. This is a less 

common problem than a failed solenoid valve coil, but if your air bags are old (10 

years is starting to get in the range where a bag can fail any time) this can be an 

indicator of a leak in the air bags. 

 

An air bag failure while relatively simple to find by listening can have serious 

consequences, especially if the bus cannot be raised to a driving or safe height. Air 

bag leaks can take the form of a leak at any point on the air bag such as the crimp at 

the top, rust or corrosion on the “can” at the bottom, a leak in the rubber, especially 

where it flexes and tends to dry rot, or a “blowout” where the air bag has failed 

catastrophically. The protection valves will allow the coach to build air pressure so 

the brakes will function, and the emergency brake can be released so the bus can be 

moved as necessary, but if the air bag leak is large enough the auxiliary air system 

will not be pressurized due to loss through the air bag. 

 

                           
 
                          This is a view of the rear air bags with the tag axle wheel removed. They are 

                                Not easily accessible and it is a whole lot easier to replace them before they fail. 

 

 

There is no fix beyond air bag replacement. While that sounds easy, there are 

problems that make this issue pretty serious. If you cannot raise the coach on the air 

bags, it is likely getting it up in the air to access an air bag is going to be a 

cumbersome process involving multiple jacks. As an alternate carrying several wood 



 

 

blocks along with at least two jacks does allow an opportunity to get the chassis high 

enough to both remove wheels for access to the air bags and then air bag removal. 

 

Even if you have no plans to do the removal and replacement yourself make sure you 

or the service company do have assorted jacks and blocking. If you can avoid towing, 

driving or moving the coach onto a trailer, all of which have the potential to do 

damage. 

 

And if you have old air bags at the very least carry one of each size air bag your coach 

has because our air bags are not readily available at truck parts supply houses. 

 

SERVICE BRAKE FAILURE:SERVICE BRAKE FAILURE:SERVICE BRAKE FAILURE:SERVICE BRAKE FAILURE: When you step on the brakes instead of the gauges 

dropping slightly, they continue to drop until the compressor kicks in you have a leak 

in one of the service brake chambers or the air hoses going to a brake chamber. 

 

While this is a serious problem and cannot be ignored, a field repair can get you on 

your way until you can arrange for a replacement hose or brake chamber. Regardless 

of which the problem is, hose or chamber, determine the cause and block or plug the 

air supply at the most convenient spot. Keep in mind this is a temporary repair, and it 

will leave the coach with one wheel that does not have braking. By being cautious, 

slowing down, not tailgating, not placing 100% reliance on the brakes you can get 

back on the road and get the problem repaired as soon as it is convenient. A service 

brake failure is most commonly a failed diaphragm in the brake chamber and any 

competent mechanic and the average truck parts house can provide a new 

diaphragm (or entire brake chamber) and make the needed repairs. 

 

Note however that you should know the brake chamber types and sizes that you have 

and understand we have some oddballs on our coaches and they are not likely to be 

on the shelf. On my coach I have 1624 service / spring brakes on my tag, and 3036 

service / spring brakes on the drive axle. All but the largest supply houses are 

unlikely to carry the chambers and some may not even carry the 16 diaphragm.  

 

I change my brake chambers every five years regardless of condition. That’s 

preventive maintenance that is likely going to eliminate a brake chamber problem An 

alternative is to carry a spare set of brake chambers or diaphragms. I also carry a 

pair of replacement hoses. Also carry a range of plugs and caps to block air from the 

air supply ahead of the leak so you can move until you reach a place to do 

permanent repairs. 

 

FAILURE OF THE EMERGENCY (SPRING BRAKE)FAILURE OF THE EMERGENCY (SPRING BRAKE)FAILURE OF THE EMERGENCY (SPRING BRAKE)FAILURE OF THE EMERGENCY (SPRING BRAKE) Unlike our service brakes which are 

applied by air pressure our emergency brakes are released with the application of air 

pressure. When the bus is parked and the emergency brakes are applied the 



 

 

escaping air sound that is heard is the air pressure that has compressed the spring 

which actuates the emergency brake is released and the spring applies pressure to 

the rod which actuates the emergency brakes. 

 

When the bus is to be moved and the emergency brake is released air pressure is 

applied behind a diaphragm which pushes a plunger to compress the large spring 

and release the brakes. If that diaphragm (not serviceable) has a hole in it, or hoses 

leading to the brake have failed air will escape and prevent use of the bus. As soon 

as the parking brake is applied again, air will stop escaping from the failed 

diaphragm or hose and pressure will build in the bus system. If driving is attempted, 

and the brake is released allowing air to escape, unless the engine driven 

compressor can keep up with the air loss the pressure will drop and at some point 

around 45 pounds the emergency brakes will automatically lock up. Obviously driving 

is not possible so this defect has to be corrected. 

 

For a temporary fix to be able to drive, the initial step is to plug the air supply just 

ahead of the leak in the hose or brake chamber. But in this case doing that leaves 

the spring brake engaged so it has to be disengaged. To do so requires the spring to 

be “caged”. On the side of the spring brake chamber is a “Tee” bolt, nut and washer 

for that purpose. The “tee” bolt can be inserted into the hole in the back of the brake 

chamber and into a slot inside the chamber. It can then be rotated 90 degrees 

clockwise, pulled back (engaged in the spring retainer) and the nut and washer 

applied and threaded down as tight as possible. The size wrench required will vary 

depending on the size of the nut for the “tee” bolt. 

 

                           
 
                                Here is the “T” bolt being inserted. Once it bottoms, rotate it 90 degrees. 

 

 



 

 

                                 
 

                                Once the “T” bolt is inserted, thread the nut all the way down to  

                                Retrace or cage the emergency brake spring. 

 

Once the spring has been “caged” as described above the emergency brake at that 

position has been released and normal driving can take place with all service brakes 

functioning as intended. However the bus will lack its full emergency brake capability 

since one has been rendered inoperative. It is suggested if this is the case to chock 

the wheels when parked. 

 

Like service brake repairs, this is a temporary fix and permanent repairs should be 

made as soon as practical. A spare spring brake may be carried because both spring 

brakes used are not common parts. 

 

PLUGGED FUEL FILTER(S): PLUGGED FUEL FILTER(S): PLUGGED FUEL FILTER(S): PLUGGED FUEL FILTER(S): This is not very common but if it happens you want to be 

alert to it and take action. It can show up as a loss of power, or an occasional 

shudder, especially when pulling a hill or grade. The key to preventing this minor 

problem from becoming more serious is to respond quickly. 

 

The solution is to carry spare filters, and at the first indication of a potential plugged 

filter, change the filter(s). Since fuel filters should be filled with fuel before 

installation the ideal place to change filters is next to the diesel pump, or at least 

have a container of fresh, clean diesel available. A failure to respond to a plugged 

fuel filter indication may result in fuel starvation, a situation in which you still must 

change filters, but also have to re-prime the engine. 

 

FUEL STARVATION:FUEL STARVATION:FUEL STARVATION:FUEL STARVATION: Whatever the cause, fuel starvation is going to require more 

effort than merely getting fuel into the tank. It is possible that fuel starvation can be 

caused by a number of common factors such as running out of fuel, plugged fuel 

filters, or a failed fuel line allowing air to enter the fuel system. Apart from a faulty 

fuel line which must be first repaired, adding fuel or replacing filters fixes the 



 

 

problem. But a diesel engine that has suffered from fuel exhaustion needs to be 

primed. 

 

A Series 60 engine has a priming port located on the secondary fuel filter base. It has 

a cap over the port. Fuel should be introduced at that point and a gallon or two of 

diesel fuel delivered under pressure is usually sufficient to prime the engine for a 

restart. It can be done with a simple device such as the pump up garden sprayers, 

usually found at any Wal-Mart, Lowe’s, or Home Depot. All that might be required is 

some way to adapt the end of the hose to the primer port fitting.  

 

The 8V92 engine priming port is located on the secondary fuel filter base located 

near the top left of the engine when looking at the engine from the rear doors. The 

port is plugged with a pipe plug that requires an Allen Wrench for removal. Like the 

priming port on the Series 60 a means of adapting it to the fuel supply needs to be 

available.  

 

It is best to look at the priming ports on your bus and determine before you 

experience a need how you will introduce fuel to the priming ports and what means of 

adapting you will use. My priming port was inaccessible due to the location of 

accessories so I added an extension to place the port in a readily accessible location. 

 

CHECK ENGINE / STOP ENCHECK ENGINE / STOP ENCHECK ENGINE / STOP ENCHECK ENGINE / STOP ENGINE WARNING LIGHTS:GINE WARNING LIGHTS:GINE WARNING LIGHTS:GINE WARNING LIGHTS: Our buses have computerized 

systems for the engine and transmission starting with the late 1987 model year. It is 

almost a sure bet that at some point we are going to get a check engine / stop 

engine warning light on our coaches. These warnings can be an indicator of a 

problem or they may simply be caused by a faulty sensor or wiring problem. To begin, 

understand there are only three faults that will cause the computer system to shut 

down the bus. They are low coolant level, high engine temperature or low oil 

pressure. If you ever get a SEL immediately check your gauges to determine if you 

really have a problem or if you are getting a false alarm 

 

To deal with CEL/SEL lights you first should know how to access the codes in your 

coach. The methods vary so just make it a point to learn how to do it for your coach. 

If you want the ultimate, carry a code reader with you in the bus. I found mine on 

eBay. Some coaches have a Pro Driver or other means to read codes. If you don’t 

know how to access the codes refer to the Prevost owner’s manual and if that is not 

available contact Prevost. Having the ability to at least access the code will facilitate 

getting you past this problem. 

 

Since a lot of CEL/SEL issues are related to the sensors you may wish to carry the 

critical sensors such as engine coolant sensor, oil pressure sensor, oil temperature 

sensor and coolant level sensor. Even if you choose to not replace your own sensors 



 

 

they will be available immediately to the technician that responds to your need for 

help. 

 

 
 
                Typical DDEC sensors such as oil pressure, fluid temperature and coolant temperature sensors. 

 

When you do get a CEL / SEL and can read the code, contact the Detroit Diesel or 

Allison help lines and ask specifically if there is a way to bypass or correct a sensor 

error. Obviously if you are getting a low coolant or engine temperature or low oil 

pressure code you need to verify that with your engine gauges, and if they read 

normal the probability is high that the problem lies with the sensor and you can drive 

without damaging your coach. If those problems really exist your coach is not able to 

be driven without risking serious damage. 

 

If you get a CEL keep in mind that will not prevent you from driving, but it is an 

indicator there is a problem that requires some investigation and likely a repair. A 

SEL however is a warning that your engine is about to shut down and your immediate 

attention is required to get the coach into an area or place where it is safe to be 

stopped. If you get the SEL immediately locate the over ride switch in the event you 

need additional engine running time to get into a safe place. Keep in mind by using 

the over ride you may be damaging your engine, but your life and safety is more 

important so do not hesitate to use it as necessary. 

    

BROKEN BELTS: BROKEN BELTS: BROKEN BELTS: BROKEN BELTS: There should never be a need to deal with broken belts if you insure 

you have belts in good shape and that you do not throw belts on startup due to low 

pressure allowing the belts to go slack. But in the event of a failed belt the best way 

to deal with it is to have new spares on hand and the tools required to change a belt. 

Some coaches have pneumatic belt tensioners and changing belts is as easy as 

turning the knob on a valve located just above the engine bay doors. Others may 

require the use of tools. Before you do have a problem with belts just make sure you 

have spares, know how to change any of them and carry the tools you will need. 

    

BATTERYBATTERYBATTERYBATTERY FAILURE: FAILURE: FAILURE: FAILURE: Batteries are our lifeline. Without good batteries life in our 

coaches can get pretty miserable quickly. On a couple of occasions I have had 

batteries fail without warning impacting our trip. I had a perfectly good but old set of 

chassis batteries without warning go from always having the power to start the 



 

 

coach, to completely dead, likely the cause of one of the batteries having an internal 

short. I have had house batteries pop open without warning on a set of batteries that 

wasn’t even a year old. 

 

There are two ways I know of to deal with battery failure. In the case of chassis 

batteries I removed them, put them in the toad and found a local battery dealer to 

sell me new ones which I installed. I had the few wrenches it required to remove and 

reinstall the batteries. There is almost no problem getting the correct size chassis 

batteries nearby. The house batteries are another story however. 

 

When one of my house batteries failed (a gel cell that popped open) I was able to 

rewire my house battery set to eliminate the failed battery. That is easily done if the 

house batteries are set up for a 12 volt house and are wired in parallel. If your bus 

has a set of house batteries wired in series and parallel to provide both 12 and 24 

volts to house circuits, rewiring to bypass a defective battery should only be 

considered and done either under the direction of the converter, or after giving 

careful consideration to how to do it. In some cases to eliminate one battery from a 

12V/24V set, it may be necessary to eliminate half of the batteries used for the 

house. 

 

Obviously the alternative to jury rigging battery wires is to replace the set of batteries. 

It will not hurt to replace batteries based on age and not wait for one to fail but even 

with that level of preventive maintenance it is still possible to have an unanticipated 

battery failure. 

    

TIRE FAILURE:TIRE FAILURE:TIRE FAILURE:TIRE FAILURE: We drive on tires that are not the same size as those typically carried 

in stock at a truck stop or even a local tire dealer. If we maintain the proper 

pressures and insure our bus is always in alignment we are unlikely to have 

problems, but even with the best of care we can lose a tire to a road hazard or other 

causes beyond our control. 

 

When we have a tire failure (that goes beyond a simple puncture which is repairable) 

we are forced to replace that tire. Here is where a plan comes into effect. How you 

shape your plan to deal with tire failure is dependent upon your size tires and only 

you can decide how to deal with an on road replacement. 

 

If you have a coach with all the same size tires and wheels your plan may be a simple 

one. The first step in any plan will be to try to find a tire of the same size as the failed 

tire. If successful the problem is solved. But if that is not possible the next step in the 

plan may be to find a different size tire that is as close in rolling diameter as the 

failed tire as possible and to use that tire to continue your trip. That tire can be one 

you intend to leave on the bus for a long time or maybe it will be a used one to allow 



 

 

the completion of the trip. In either situation you might want to consider using the 

odd sized tire or the used tire on the tag axle and insuring the best correct sized tires 

are on the steer or drive. Do not mix different sized tires on the drive axle because 

one of the pair will end up carrying a disproportionate load. 

 

If you have multiple size tires (and wheels) on your coach such as 365s on the steer 

and 315s on all other locations you have to think through your various options which 

are going to vary depending on which tire has failed. In some cases you either need 

to carry a spare or be willing to await a new replacement tire. 

    

INVERTER FAILURE / BYPASS FAILURE:INVERTER FAILURE / BYPASS FAILURE:INVERTER FAILURE / BYPASS FAILURE:INVERTER FAILURE / BYPASS FAILURE: Almost all of our coaches now have 

inverter/chargers to provide 120 Volt AC power to various devices when our coaches 

are not connected to shore power or have the generator running. When an inverter 

fails it can fail to charge, or it can fail to provide 120 volt AC power to items like the 

refrigerator or TVs. Failing as a charger is usually not important because the 

remaining inverter (assuming the coach has more than one inverter / charger) will 

pick up the responsibility for charging the batteries or the bus engine driven 

alternator will charge the batteries. 

 

What is important is to consider the possible scenarios and understand how your 

conversion is set up, and how you will identify the type of failure and how you will 

work around it. 

 

The inverter failure that will create the biggest problem is likely to be one in which the 

inverter fails to provide 120 volt AC power to critical devices, such as a refrigerator, 

or which fails to bypass 120 volt AC power from shore or generator power to those 

critical devices. 

 

This is a situation that can prove very serious, and if you do not know what procedure 

you are going to use to get power to critical items which get their power through or 

from an inverter now is a good time to figure it out.  

 

Some conversions have bypass capabilities which are automatic or which will bypass 

with some action on your part such as moving a switch. All you need to know in that 

case is what steps are required on your part if any. 

 

But some conversions have no provision for by-passing a failed inverter to get shore 

or generator power to the refrigerator for example.  If you have a coach set up like 

that there is a solution. You can access the wires entering the failed inverter, and 

connect them directly to the wires exiting the failed inverter and then power coming 

in will pass directly to the circuits that receive their power from that inverter. If access 

to your inverters is a problem an alternative is to have them set up with by-pass 



 

 

switches to be used in the event you do have an inverter failure. 

 

              
 
                In this photo the wires into the inverter and those on the output side are shown. Join them to get  

                generator or shore power to the devices powered by the inverter. 

 

It will be helpful if you take the time to understand how your coach is set up and to 

mentally go through the steps you will take to insure you can get electrical power past 

a failed inverter to the 120 volt devices so your trip does not end with a refrigerator 

full of spoiled filets.  

 

As a footnote to this topic, it may be possible to easily access the plug for your 

refrigerator and to connect it to an extension cord from a power source such as 

outlets that are working. The time to determine if this is possible is before you have a 

problem. 

 

TOWINGTOWINGTOWINGTOWING, TRAILERING: , TRAILERING: , TRAILERING: , TRAILERING: This comes close to being your worst nightmare. Every 

instance of trailering that has been reported has also had damage from loading the 

bus on to the trailer also reported. If the bus must be placed on a trailer do all that 

you can to use an experienced operator with the right equipment.  

 

Towing can also be a source of damage if not done by someone with the right truck, 

equipped and capable of towing a bus. Even if the truck is right for the job the 

operator needs to be experienced in towing buses and must pull an axle and insure 

the suspension will keep the bus at the correct height. Again the key is having a 



 

 

qualified experienced operator. Do not be afraid to send anyone on their way if your 

coach is going to be damaged. 

 

OWNER’S MANUOWNER’S MANUOWNER’S MANUOWNER’S MANUALS, MAINTENANCE MANUALS, INTERNET RESOURCES, ETC.:ALS, MAINTENANCE MANUALS, INTERNET RESOURCES, ETC.:ALS, MAINTENANCE MANUALS, INTERNET RESOURCES, ETC.:ALS, MAINTENANCE MANUALS, INTERNET RESOURCES, ETC.: From 

the above lists it can be seen that unless you are actively involved in a hands-on 

manner with maintenance and repairs to your coach that some or a lot of what is 

listed above may be written in a foreign language for all the help it will do. Any time I 

have something new to learn, but will not be using that newly learned subject often, I 

strive to keep the instruction manuals where I can easily find and access them. 

 

The same thing applies here. As part of the preparedness for potential problems it 

might be a good idea to treat detailed instructions about the above topics as you 

would a spare set of belts, or other items kept on hand “just in case”. As an example 

perhaps you want to review and then keep your inverter manual in a place you will 

easily find it. If you are not sure how to address an inverter problem do some 

research and include your notes with the manual. You may not want to cage a brake 

or cap an air line to the brakes, but perhaps you want to make sure you know what 

items you need to carry to deal with a brake issue on any axle and have those parts 

available for the service technician. The mere fact you know what has to be done and 

can put the necessary parts in the technician’s hand is likely to have a beneficial 

impact on your bill, not because you gave him a few dollars worth of parts, but 

because you appear knowledgeable and are not going to be easy to rip off. 

 

Gathering information in advance of having a problem and adding copies printed 

from the internet or your notes will not only help you in being prepared it will boost 

your confidence that common problems are not likely to ruin your day. 

 

One asset available to you is contact information. Even if you choose to not gather 

reference material to keep on the coach, at the very least bring as much contact 

information or the ability to access contact information with you. Obviously printing a 

contact list is a big help. If there is a Prevost owner near where you have a problem 

that may be your first phone call. 

 

But we also have many other resources we can contact. Detroit Diesel, Allison, 

Prevost, and a service provider if you have a plan should be at the top of the phone 

list. But if you can, have the ability to identify charter bus companies or any of the 

converters that may be near you. A lot of charter bus companies can either help you 

with mechanical issues, or they can refer you to people that can. 

 

I would urge caution when dealing with service technicians that do not give you a 

feeling of confidence. Our buses are reliable but complex motor vehicles and a 

technician that lacks knowledge, training and experience working on a Prevost may 



 

 

do more harm than good. It is reasonable to determine his ability to work on the 

coach, which due to its appearance signals the owner is rich and is therefore a 

potential victim of a scam. If a mechanic or technician suggests the framistan has 

failed it is reasonable to contact someone you trust such as Detroit Diesel or Prevost 

and ask them if the framistan is the likely cause of your problem.  

 

CONCLUSION:CONCLUSION:CONCLUSION:CONCLUSION: None of the above is intended to suggest every trip will be filled with 

failed devices or components that are going to ruin your trip. Quite the opposite. 

Failures and problems on a well maintained coach are rare and because they are 

rare we often never think about the “what-ifs”. As a pilot I go through a lot of 

recurrent training and that training often includes many scenarios where my 

instructor has me deal with equipment failures and abnormal situations. Because of 

that training that all pilots receive equipment failures in a plane are rarely dealt with 

as emergencies, but abnormal conditions that require the pilot to exercise a plan to 

deal with that situation. 

 

The intent here was to make you as an owner of a bus conversion aware of the most 

common problems encountered and to be prepared if they occur to deal with them in 

a manner that allows the completion of a trip without the problem ruining the trip. 

 

Jon W. Wehrenberg 

6/22/2012 

    

    

 

    


