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Letter from the Editor
by Jeff Schweitzer

September 11, 2001

Due to the vagaries of publishing, this issue
was largely set up, including space for
convention coverage, prior to the terrorist
attacks in New York and Virginia. That is
why other than this message, no mention
of the events of that day are found in these
pages. A relevant story I would like told in a
future issue is how general aviation aircraft
were used in mercy flights in the immediate
aftermath. I invite you to write to me with your
experiences. Beyond such stories, however, I
believe that any political discussions should be
addressed in other venues more appropriate
to that purpose. Having said that, perhaps
we can find inspiration in words spoken by
President Franklin D. Roosevelt after Pearl
Harbor: “No matter how long it may take
us to overcome this premeditated invasion,
the American people in their righteous might
will win through to absolute victory.” Equally
prescient were the words from our enemy,
Admiral Yamamoto Isoruoku, who, after
masterminding the attack on Pearl Harbor,
voiced concern that Japan had simply
“awakened a sleeping giant and instilled in it
a terrible resolve.” We will prevail now as we
did then because of America’s terrible resolve
so rightfully feared by Yamamoto.

Asheville

The gathering in North Carolina is only my third
convention, but even with this small sample
size, I would venture to say the event was the
best yet. We broke all records for attendance,
for pilots, spouses, and airplanes. I hope the
magazine contributed in some small way to
that success. Of course, Bill Alberts and the
work of the Board made the real difference, but
why give others credit unless under duress?
Also, the location might have something to
do with record attendance. Nestled in the
picturesque Blue Ridge and Great Smokey
Mountains, the venue was set in the luxurious
comfort of a world-class resort, providing every
amenity, from body pampering in subterranean
spas to four-diamond restaurants, and
superb service catering to our every need.
Combined with educational seminars,
academic sessions, vendor displays, exciting
auctions, the companionship of fellow pilots
and spouses, hangar flying, and plenty of
libations, the convention was not to be missed.
Organized tours of the region’s numerous
attractions, including the Biltmore, Lure Lake
and Chimney Rock, were sold out and well
worth the price of admission. The pinch hitter
course for spouses was even more popular
than last year. Details of the entire convention
are provided in this issue, along with all the
incriminating photos we could find. The grand
success of the Asheville convention provides
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compelling reason to attend next
year’s event. We seem to get better
with age. MMOPA continues to grow
in size and influence, and the annual
convention offers the best opportunity
to appreciate the many benefits of
membership.

The Smell of
Kerosene

As mentioned in the last issue, which
I assume somebody read, my goal is to
provide balance and fairness in our coverage
of all the aircraft represented in MMOPA. To
date, the magazine has focused more on
reciprocating engines than turbines, but that
imbalance has now been addressed with the
introduction of two new columns in this issue.
As a piston pilot getting pounded by vibration,
broken rod bearings, and failed turbochargers,
I look upon turbine pilots with a great deal of ...
respect. I said “respect” because “envy” and
“jealously” are such ugly words, and I would
never harbor such base emotions. I have a
close friend who would, however, and I am, I
mean he is, in counseling now. So while my
close friend works through his problems, the
rest of you can live vicariously through the
eyes of our two new authors, Robert Conrad
(Views from a JetProp) and Cody Ramsey
(Turbine Times). Robert’s column will shed
light on all aspects of JetProp ownership and
operation, and Cody will take a broad view of
all things turbine, including all issues relating
to the Meridian.
In addition to these two new regular columns,
the theme of the next issue (winter) will be
devoted to kerosene burners. We will hear
from Ron Cox, who puts forth a grand turbine
primer. Dennis Doyle provides the detailed log
of a Meridian flight to highlight expected versus
actual performance, Dan Lawson describes
his experience with the JetProp, and Robert
Conrad and Cody Ramsey inform us from their
perch as regular contributors. But piston pilots
have no need to fear that the pendulum has
swung too far toward kerosene. The following
issue (spring) will examine the psychology of
flying, which hopefully is relevant to both piston
and turbine drivers alike.

Food on the Table

In the movie, State and Main, one notable
scene is a dinner party thrown by the small rural
town’s sheriff and his wife at their home, newly
renovated specifically for the party. The guests
of honor are to be a movie producer and the star
of a film that is being shot in the town. The table
is beautifully and elaborately set, while the hosts,
and few special friends, wait anxiously at the

table for the guests to arrive. Unfortunately, the
honored guests-to-be forget completely about
the dinner, or more cynically, never intended to
share bread with the locals, and, instead, down
a few quick beers at a nearby pizza parlor. The
abandoned dinner party sits uncomfortably in
embarrassed silence, with a few cleared throats
substituting for conversation, until the ugly reality
of absenteeism can no longer be swept under
the tablecloth. What does this have to do with
aviation? Very little, except that I am much like the
hapless hosts of that dinner when the story shifts
to cover photos for this publication. I sit forlornly
in front of the printing press, waiting anxiously for
a member of MMOPA to ask to have his or her
plane grace the cover, which I set so elaborately.
Well, alright, that last sentence includes some
artistic license, but such is necessary for
dramatic appeal. In any case, in the absence
of the expected avalanche of entries, I have
decided to take the uneaten food back to the
kitchen, and to kill this metaphor at the same
time. I have terminated the photo contest as a
formal event. However, if anybody wants to join
me in the kitchen with the staff (some metaphors
will simply not die), just send me the photo of
your aircraft and I will see if I can pull strings to
grab a cover spot.

Quotes of the Month

Since my own ability to dispense humor is
sadly limited, with proof offered immediately
above, I have decided to plagiarize the wit and
wisdom of others, particularly those that are
no longer here to defend themselves. In each
issue I will attempt to provide a few humorous
aviation quotes that provide both a laugh and
a message.
You’re not a real pilot until you take the bus
home. (Anon)
There are three simple rules for making a
smooth landing. No one knows what they
are.
(Anon)
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Aviation News

Troubles in July
by Doug Leet

Douglas Leet
Douglas Leet studied at Michigan
State University and received his
M.D. degree from The University
of Chicago. Internship, residency
and fellowship in General Surgery
and Urology followed in Chapel
Hill, at The University of North
Carolina. He practices Urology in
Raleigh, specializing in pediatric
and microsurgery, female urology
and oncology. Flying was always
just a dream until 1978, when he
began early morning lessons before
work during his fellowship in general
surgery. Thirty days later, with nearly
continuous ground school, he
had his private certificate. Doug
bought a 1964 Mooney M20E
shortly thereafter and obtained his
instrument ticket in 1980. The M20E
was sold for an M20K(turbo), and
finally the ultimate flying machine,
his 1984 Malibu. Doug’s flying
experiences expand across all of
North America and into the Southern
Caribbean.

July 2001 was one of the worst months

on record for the PA-46. This last quarter we
report five accidents with two fatalities and
three serious injuries. Following is a brief
summary of these accident reports.
Date: 6/14/01
Location: Stockton, CA
Aircraft: PA 46-350P
Registration: N 70SL
Source: NTSB
Reference: LAX01LA207
Injuries: 2 uninjured

Brief Description: On June 14, 2001, at 0923
hours PDT, a Piper PA-46-350P, N70SL,
experienced an engine failure during climb out
at the Stockton Metropolitan Airport, Stockton,
California. The airplane was destroyed after
it collided with a fence during an attempted
forced landing. The private pilot and CFI were
not injured. The airplane was departing at the
time of the accident to conduct emergency
procedure training in the traffic pattern.
According to reports, the CFI reduced throttles
on climb out at 700 feet agl. The student
continued the crosswind turn to downwind
leg and setup for landing on runway 11L.
When it appeared that they would make the
runway, the student lowered the landing gear
and selected ten degrees of flaps down. The

plane continued to sink rapidly and attempts to
advance throttle were unsuccessful. The plane
struck a pole, turned sideways, and slid across
the highway, where it went into a ditch, rolled
over on its right wing, and then cartwheeled
into a fence.
Date: 7/15/01
Location: Stow, MA
Aircraft: PA 46-310P
Registration: N9133D
Source: NTSB
Reference: NYC01LA174
Injuries: one serious

Brief Description: On July 15, 2001, at 2107
EDT, a Piper PA 46-310P, N9133D, was
destroyed while landing at Minute Man Airfield,
Stow, MA. The pilot received serious injuries.
VMC conditions prevailed. Two witness reports
describe hearing a plane near the airport and
hearing the plane impact the ground. A FAA
examiner reported first ground contact with
a threshold light twenty-five feet to the left
of the approach end of runway three. The
light was bent over thirty degrees left of the
runway heading. The airplane was found
about one hundred feet beyond the bent light
on a heading of 360 degrees. The airplane
had previously impacted into trees, and the
fuel tanks on both wings were ruptured. The
left wing was separated from the fuselage.
The landing gear was found in the extended
position and extensive fire damage occurred.
The pilot was not interviewed due to his
injuries.
Date: July 21, 2001
Location: Black Mountain, NC
Aircraft: PA 46-350P
Registration: N 396PM
Injuries: One fatal
Reference: MIA01FA193

Brief Description: On July 21, 2001, about
1705 EDT, a Piper PA 46-350P, crashed
near Black Mountain, North Carolina. IMC
conditions prevailed and no flight plan had
been filed. The airplane was destroyed and
the commercial-rated pilot was fatally injured.
The flight had originated in Asheville with a
planned destination to Mountain Air Airport,
Burnsville, NC.
Examination of the crash site showed the
airplane initially impacted seventy-five foottall trees, in a wings-level attitude while on a
170 degree heading. The initial impact was
located at about 4800 feet MSL on Bull Head

Mountain, 3/4 mile east of the Blue Ridge
Parkway. The Asheville Regional Airport
surface observation for 1654 was clouds at
2600 feet AGL overcast, visibility four miles in
haze. The Asheville Regional Airport is located
about twenty miles SSW of the accident site at
an elevation of 2165 feet MSL.
Date: July 28, 2001
Location: Westfield, MA
Aircraft: PA 46-350P
Registration: N 3DM
Injuries: One fatal; Two serious

Brief Description: On July 28, 2001, about
1655 EDT, a Piper PA 46-350, was destroyed
when it struck a building during a go-around at
Barnes Municipal Airport (BAF), Westfield, MA.
The certified private pilot (a neurosurgeon) was
fatally injured and two passengers sustained
serious injuries. VMC prevailed and an IFR
flight plan had been filed for the flight that had
departed from Nantucket Memorial Airport,
Nantucket, MA.
According to air traffic controllers, the airplane
was sequenced behind two airplanes for a
visual approach to runway 20, a 9000 footlong, 150 foot-wide asphalt runway. The
pilot was instructed to “go-around” because
the preceding airplane had not cleared the
runway. The pilot confirmed he wanted to
remain “in the pattern”. He was instructed to
“make left traffic”, but the controller observed
the airplane pitch up and go “way left”. The
aircraft impacted on the roof of a commercial
building and came to rest upright on a heading
of 020 degrees in a parking lot, about 1/4 mile
from the approach end of runway 20.
Date: August 9, 2001
Location: Milwaukee, WI
Aircraft: PA 46-310P
Registration: N9106V
Injuries: 1 minor
Reference: CH101LA271 (NTSB)

Brief Description: On August 9, 2001, at
2115 CDT, a Piper PA 46-310P, N9106V, was
substantially damaged on impact with terrain
during a forced landing on a field. The pilot
reported that a partial loss of engine power
followed by a surge and then a total loss of
engine power during climb at the Lawrence
Timmerman Airport, Milwaukee, WI. VMC
(night) prevailed at the time of the accident.
The airplane had just thirty-two hours on a
Continental remanufactured engine installed
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Coats Corner
by David Coats, MD

The theme of this issue is mountain flying,

David Coats, MD
David’s first dream in his youth was
to be a Naval Aviator, but lack of
20/20 uncorrected vision precluded
the normal approach to that goal.
Since Annapolis was out, David
became a physician in pursuit of
his dream of flying. Taught by his
Dad, a flight instructor in the Navy,
David went on to fire patrol and
crop dusting to satisfy the flying
urge. He then made it to medical
school, followed by a residency in
radiology in the US Army. David
served in Vietnam as a flight
surgeon and a radiologist. After
entering private practice in Tyler,
Texas, where he currently lives
with his wife Emily, he traded his
Cessna 180 for a Twin Comanche,
earned his ATP, and then moved up
to the Malibu. He bought 4388M
in 1987, spruced her up to become
Queen of the Fleet in 1991, and
has kept her in mint condition ever
since.

appropriate enough following our fly-in to the
mountains of North Carolina. Every time we
fly our aircraft into the flight levels we enter
an environment as hostile as that found on
the highest mountains in the world. This
environment is so alien to us air breathers that
without physiological training we have difficulty
imagining the extremes in temperature and
available oxygen. Baby it is cold. I mean really
cold, but that is not the whole story for pilots.
With sudden decompression comes startlingly
loud noises and a cloud of vapor, easily
leading to sensory overload and disorientation.
Pilots would benefit from having experienced
a decompression in a controlled environment
before an actual event, such as in an altitude
chamber, with knowledgeable technicians
watching every move. Since MMOPA was
founded in 1991, the organization has held
two conventions at sites where we were able
to take advantage of altitude chamber rides
in association with physiological training,
conducted by the Air Force at Brooks AFB,
as a pre-convention activity. Well folks, that
is not enough. We have over 700 members
and I would venture to say that less than 20%
have had this training. For those who have
undergone training, I would implore you to
encourage your colleagues to take advantage
of programs that are inexpensive and available
to all pilots with a third class medical or higher.
I believe that military pilots must have chamber
rides every 24 to 36 months. To put the issue
in perspective, do not forget that Top Guns

frequently fly with oxygen masks strapped on
even at the same altitudes where we cruise in
full dependence on our pressurization system
(plus back up emergency oxygen).
A sudden loss of pressurization, with the
concomitant dramatic change from a
comfortable and warm 8000 foot cabin to a
freezing 18,000 to 25,000 foot environment,
and the resulting disorientation, can all be
experienced through a program sponsored
by the FAA through CAMI. The Aeromedical
Education Division at CAMI offers a one-day
aviation physiology course for FAA flight crews,
civil aviation pilots (that’s us), and AME’s. In
addition to the basic academic contents
and a rapid decompression, pilots are able
to experience the more insidious effects of
hypoxia. This program is not only offered
at OKC on a regular basis, but can also be
scheduled at a variety of Air Force bases here
in the USA. Go to www.cami.jccbi.gov/AAM400/asemphys.html to get more information on
this program, as well as other excellent training
opportunities, available through CAMI.
Please call me if I can be of any help with any
questions concerning high altitude training.
At the time of this writing I do not have more
information on the three blade prop, nor have I
heard back from Aerox on their latest offering.
Hopefully we will all learn something about
these issues at the MMOPA convention. I
intend to give a follow up in the next issue.

Aviation News
(continued)

June, 2001. The pilot, who was enroute to
Appleton, WI, reported minor injuries. He had
received eight hours of recurrency training
three days prior to the accident, including
practice for complete engine failure.
Two of the five accidents this quarter involved
departures. Only one minor injury resulted from
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these 2 accidents. Both pilots were current
with emergency procedures. The other three
accidents involved: flight into marginal weather
in mountainous terrain (Black Mountain); an
attempted go-around and possible departure stall;
and impact with trees at night in good VMC.
A flight profile can be divided into three segments:

departure, cruise and landing. Each segment
has its well-defined risks. Most of our training
is focused on cruise and landing procedures.
Departure procedures also need to be reviewed
and practiced. A comprehensive review and
discussion of departure procedures, including
emergencies, will be presented at the Asheville
MMOPA Annual Meeting.

1c Victor Aviation
printer has film

Malibu Maintenance
Mountain Flying
by Kevin Mead

Kevin Mead
Kevin is an IA who has
specialized in Malibu/Mirage
maintenance for 14 of his
20 years in general aviation.
He is a licensed private pilot
with a multi-engine rating.
Kevin recently formed his
own business, Mead Aircraft
Services, which he runs
from a small farm in Inman,
Kansas. He will continue
to provide support for the
Malibu/Mirage fleet in the
U.S. and abroad.

One of the primary attractions of the PA46

is its ability to fly high. Unlike pilots with lesserequipped airplanes, MMOPA members routinely
take aircraft to the flight levels, making transit of
mountainous terrain fairly easy. But to take full
advantage of the high altitude capabilities of the
Malibu/Mirage, you must make sure the engine
is performing properly. I would like to focus on
three categories of performance problems that
become more pronounced at high altitude.

Low critical altitude

Critical altitude is the altitude at which the
wastegate is fully closed and manifold pressure
begins to drop. Once critical altitude has been
reached, the engine’s power will begin to
decrease as you climb. This usually occurs
around 20,000 to 21,000 feet at standard
temperatures. If your plane reaches critical
altitude at a level much lower than FL200, you
are suffering from low critical altitude. Your climb
will be slow, and when you finally reach altitude,
you will not be able to achieve the desired
manifold pressure. I have had owners report
reaching critical altitude as low as 16,000 feet.
The primary causes of low critical altitude are
worn or burned turbo blades and coking in the
turbos. These conditions develop over time, so
your critical altitude may deteriorate gradually.
In fact, you may not even notice the reduction
in performance until you need to climb fast or
want to fly high. Proper maintenance can ensure
that you will have the power when you need
the boost most. Have your turbocharger turbine
wheel and housing inspected for evidence of
rubbing, burned and warped turbine blades,
or excessive coking. Mirage owners know that
Textron felt the component is important enough

to issue SB531, recommending inspection of
both turbochargers every 250 hours or at
annual, but this inspection is important for the
Malibu as well. Turbos may be on the verge of
failure and the pilot might not have noticed any
symptoms. Make sure your mechanic looks at
the front of the turbo and the back (the turbine
side). Inspection of the rear involves removal of
tailpipes so your mechanic may be reluctant,
but you should insist. Otherwise, you will never
know if your blades are intact or not.

plastic sludge plugs the weep hole in the mag
housing causing further moisture build-up. My
solution for this problem is well known to anyone
who has read my columns over the years. Have
those mags internally inspected at least every
150 hours no matter what your mechanic tells
you. If he says every 500 hours is sufficient,
he has not fielded many midnight calls from
stranded Malibu owners. Keep looking until you
find someone who will do the inspection. This
simple step will save you many headaches.

If your turbos look great but you are still
experiencing low critical altitude you may have a
sticking wastegate. Surging manifold pressure
is usually the major symptom of this problem.
Your mechanic should attempt to move the
shaft of the wastegate to check for binding.
It should move freely. The shaft should also
have some axial play if functioning properly.
If it does not, coking on the shaft is the likely
problem. This gunk can be removed by cleaning
with Mousemilk or some similar product. On
occasion, the shaft can become so coked
that lubrication only provides a temporary fix.
If you have recurring problems with sticking,
the wastegate should be exchanged or
overhauled.

Arcing can also occur when magnetos lose
pressurization. Something as simple as a loose
hose, or a screw missing from the magneto, can
cause the problem. Arcing from pressurization
loss is intensified at high altitudes, so symptoms
may disappear when you get down to 10,000
to 12,000 feet.

The last low critical altitude culprit I would like to
mention is heavy induction or exhaust system
leakage. Of particular concern are exhaust leaks.
If not detected and repaired, an exhaust fire can
occur. Make sure your shop pressurizes your
induction and exhaust systems and checks for
leaks at every annual and anytime an induction
or exhaust component is installed. This last
one may seem excessive, but most sudden
and severe leaks are reported immediately
following a maintenance event that involved
removal and reinstallation of an induction or
exhaust component. This is so important
that I will risk redundancy: if you experience a
sudden loss of manifold pressure, you should
immediately have your plane’s induction and
exhaust systems checked for leaks.

Cabin pressurization problems

High altitude missing and roughness

As the name suggests, this problem occurs
at higher altitudes and clears up when you
descend. The problem is normally caused
by a weakness in the ignition system, such as
magneto arcing, or excessive spark plug gap.
One cause of magneto arcing is moisture
damage. Moisture damages magnetos by
softening the plastic gear parts, causing
them to shed their plastic material, which then
combines with more moisture causing arcing
or cross firing between the contacts of the
magneto’s distributor block. In addition, this

Normal wear and tear causes spark plug gap to
increase over time. When the gap becomes too
great, the engine will miss or skip at high power
settings no matter what your altitude, but will
intensify at high altitudes because the engine
is working so much harder. Simply have your
plugs checked and gapped if you experience
this problem.
You have a cabin pressurization problem if
your cabin is noisy or your cabin dumps at
22” or higher. A noisy cabin is caused by air
escaping the cabin, usually around the cabin
door, emergency hatch, or storm window
seal. This problem is not really dangerous,
but is annoying and can result in disgruntled
passengers. Take the plane to a shop with the
proper equipment to pressurize the cabin to a
high differential. A vacuum cleaner will not do
the trick. Then repair the leaks. Time and effort
can make your cabin quiet.
If your cabin dumps at 22” or higher, you have
a more severe leak. Loose or leaking drain
valves, a cabin dump valve that is way out
of adjustment, or a loose hose are common
culprits. In extreme cases a cable seal may have
blown out or an antenna may have fallen out.
Whether the leak is minor or major, the fix is the
same. Pressurize and repair the leaks.
All the high altitude performance problems I
have mentioned are relatively easy to diagnose
and repair. They are also easy to avoid through
routine and timely inspection. With good care,
your airplane will safely take you will above
mountain peaks in the comfort and warmth of
a pressurized cabin powered by a smoothly
running engine.
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Malibu Trivia Q & A
Mountain Flying

Mary Bryant
Mary has been a pilot for over twenty-five
years and has instructed in the Malibu since
1988 when she worked for the Piper Training
Center. Subsequently, she was Eastern
Region Sales Director and Malibu Mirage
demonstration pilot for Piper Aircraft. Mary
was also co-founder and owner of Attitudes
International, Inc., The New Piper Aircraft’s
exclusively approved training school for
Malibus, from 1991-1998.
Mary currently provides Malibu-Mirage and
JetProp training through Eclipse International,
Inc. in St. Petersburg, Florida. Mary holds
ATP, CFII, and MEI certificates, and is type
rated in the Cessna Citation. She also has a
BA from Northwestern University and an MBA
from the University of Illinois. Mary may be
reached at 727.822.1611.

by Mary Bryant

4. When would interior valley fog be
expected?
a. most nights
b. winter mornings
c. fall
d. spring
5. As winds blow over mountain ridges or
through mountain peaks, what happens
to wind velocity?
a. increases somewhat
b. decreases somewhat
c. stays the same
d. increases dramatically
6. If moderate or greater turbulence is
encountered, you should:
a. slow to maneuvering speed
b. land immediately
c. avoid changing airspeed since rapid
changes will only aggravate the
situation
d. speed up so that as little time as
possible is spent in the turbulence

FPO
7. What is maneuvering speed?

QUESTIONS
1. When landing at a remote mountain airport
VFR at night, after initially acquiring the
airport visually, the airport lights suddenly
go out. You should:
a. key your mike to turn on the lights
again
b. the airport may have had a power
failure, go somewhere else
c. it’s probably just a layer of low clouds,
continue your descent to land
d. climb immediately
2. What is density altitude and how is it
determined?
a. field elevation corrected for non
standard temperature
b. pressure altitude corrected for nonstandard temperature
c. the altitude you get when setting 29.92
in the Kollsman window
d. field elevation
3. What impacts density altitude and why is it
important?
a. temperature
b. altitude
c. humidity
d. all of the above
e. a. and b. only
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8. An increase in gross weight impacts aircraft
performance how?
a. improves performance
b. decreases performance
c. depends on other factors
9. When winds aloft are greater than 20
knots, which procedure will help avoid
turbulence?
a. fly on the windward side of the
mountains
b. fly on the leeward side of the
mountains
c. don’t fly
10. You are currently on an instrument flight
plan flying the MEA (minimum enroute
altitude) appropriate for the leg. You are
cleared present position direct to the
airport, you should:
a. immediately fly direct to the airport
b. fly direct to the initial approach fix
(IAF)
c. be careful
11. Mountain ridges should be crossed:
a. at an angle
b. head on
c. at high altitudes
d. at low altitudes
12. As a general rule, surface winds of what
velocity are too much for a safe flight in the
mountains?

a.
b.
c.
d.

15 knots
15-20 knots
20 knots and above
30 knots and above

13. When flying on an instrument flight plan the
controller clears you to the initial approach
fix (IAF) and clears you for the approach.
You should:
a. descend to the altitude published for
the IAF
b. only descend if you are on a published
portion of the approach
c. descend if you are within 10 miles of
the IAF
d. descend if you are within 10 miles of
the final approach fix (FAF)
e. a. and c.
f. b. and d.
14. When landing at a mountain airport, always
land:
a. after making a left downwind pattern
entry
b. into the wind
c. uphill
d. using local procedures
15. When flying into and out of mountain
airports, the Malibu and Mirage mixture
should be leaned:
a. for taxi
b. for takeoff
c. for climb
d. for landing
e. a. and d.
f. b. and c.

ANSWERS
1. d. I, personally, would not fly into a remote
mountain airport at night, especially if it does
not have an instrument approach. That aside,
should the described situation occur, climb
immediately. You may be descending faster
than thought and now have a mountain
outcropping between you and the airport.
Continued descent on your current path
will likely introduce you to “cumulogranite”.
Always fly an instrument approach into a
mountain airport, when available, and stay
on the VASI—this will keep you out of the
rocks. It is possible that the other options
explain the situation but I would certainly not
continue a descent while trying to figure it
out. Climb first and then see if you can get
the lights back. If you are VFR, you would not

want to continue a descent into clouds in any
event.
2. b. Density altitude is pressure altitude
corrected for non-standard temperature.
Pressure altitude is obtained by setting
29.92 in the Kollsman window and reading
the altitude indicated on the altimeter. After
determining pressure altitude, use the PA-46
performance charts in your POH to adjust for
temperature and determine the appropriate
performance number. Density altitude is
also often included in ATIS, ASOS/AWOS
recordings.
3. d. All of the Above. Remember the 3
“H’s”—“high”, “hot”, and “humid” conditions
all adversely impact performance. Density
altitude is the altitude at which the aircraft
“thinks” it is flying and, therefore, determines
the performance of the aircraft. The higher
the density altitude, the poorer the aircraft will
perform, i.e., the more runway it will use for
takeoffs and landings, the slower it will climb,
etc. Try to plan your flights in the morning
when temperatures are lower. The aircraft
will perform better and, as an added bonus,
turbulence is less likely to be encountered.
4. c. Valley fogs are most prevalent during
late fall months because of the combination
of excess moisture from rain showers/
thunderstorms and cool nights. Pilots are
often surprised when leaving a clear area to
find large interior areas covered completely
with fog.
5. d. Wind blowing across a ridge combined
with a boundary of undisturbed air above
can result in a venturi effect with wind greatly
accelerating, even doubling, in velocity. In
some mountain passes, the velocity can triple
compared to the speed of the steady state
wind as it is funneled through a pass. In such
instances, the altimeter may read higher than
true altitude. Turbulence may be notable.
6. a. Slow to maneuvering speed.
7. Maneuvering speed is the maximum speed at
which the limit load can be imposed (either by
gusts or full deflection of the control surfaces)
without causing structural damage. This is
why it is important to immediately reduce
to maneuvering speed if turbulence is
encountered. Use of gear and/or spoilers
can help slow the aircraft quickly. This is
also a time to worry more about the structural
integrity of the aircraft (and your own fanny)
than the engine. Reduce power immediately,

if necessary, to slow to maneuvering speed.
Yes, we try to take good care of those
expensive engines but we also have to keep
our priorities straight. The aircraft will not
come apart in flight if it is below maneuvering
speed.
8. b. Increases in gross weight decrease
(negatively impact) performance. If the
weight increases enough, it will be impossible
for the aircraft to take off and fly. For example,
as a general rule, a 10% increase in takeoff
weight results in a 5% increase in required
takeoff speed and more than a 20%
increase in takeoff distance. Heavy aircraft
coupled with high density altitude is a nasty
combination. Try to keep your aircraft as
light as possible, especially when flying in
high density altitude situations. Another
helpful rule of thumb is that if at least 70%
of required takeoff speed is not obtained by
halfway down the runway, there is probably
insufficient runway for takeoff—not to mention
obstacle clearance.
9. a. Fly on the windward side to allow for
possible mountain waves. On the windward
side, updrafts rather than down drafts are
more apt to be encountered minimizing
turbulence.
10. c. Verify your current position and ascertain
that there are no obstructions between you
and the airport at your altitude. MEA’s
(minimum enroute altitudes) do not
necessarily provide terrain clearance for
direct routings. Altitudes above MSA for the
area provide terrain clearance, but barely.
When further from the airport, a glance at
the charts will indicate the highest terrain in
an area. Although more avionics are starting
to incorporate this feature, most still do not
provide it readily.
11. a. Although additional altitude above a
ridge will also help, avoid crossing ridges
head on. Crossing at an angle minimizes
the turn required should a downdraft be
encountered.
12. The answer to this depends on the pilot’s
level of experience and skill. Generally, for
well trained, experienced pilots, 15-20 knots
is acceptable unless a direct cross wind at
the destination in involved. Usually, stronger
surface winds are indicative of strong winds
aloft. 20-25 knots approaches the caution
range and 30 knots is way too much. Don’t
go. The stronger the wind, the worse the
turbulence, potential updrafts/downdrafts

and wind shear. In addition, the PA-46 isn’t
an especially cross wind friendly aircraft.
Proper technique is important even with
weaker landing cross winds.
13. f. Only descend to published altitudes if you
are on a published portion of an approach
or within the 10 miles circle of the indicated
fix—generally the FAF or airport which
sometimes doubles as an IAF. If uncertain,
ask the controller for clarification. There is a
long history of aircraft flying into terrain by
assuming they could descend to approach
altitudes immediately upon receipt of the
above clearance. This issue is compounded
when flying in mountainous terrain.
14. d. Always check local procedures. Terrain at
many mountain airports does not permit a
downwind entry and only straight in landings
can be accomplished. Takeoffs, of course,
are made the opposite direction. This may
result in tailwind takeoffs and/or undesirable
runway slopes. If winds are significant and
from the wrong direction, safe takeoffs and
landing may be impossible. Before landing, it
is a good practice to over fly the airport at high
altitude to check for runway debris, animals
or other adverse conditions, especially when
unable to contact Unicom or other ground
personnel. Terrain limits the possibility of a
go around at some mountain airports so do
your research before the flight to check it out
and fly it right the first time.
15. e. Since they are turbo-charged aircraft,
neither the Malibu nor Mirage should be
leaned for takeoff. Although Lycoming
indicates the Mirage may be leaned when
using a reduced power climb, full rich is
preferred. A full rich mixture should be used
with the Continental 520 engine although
leaning is permitted with the 550 in the climb
with reduced power. Both Lycoming and
Continentals should be leaned when taxiing
so that the plugs don’t load up before takeoff.
It is especially important with the Lycoming
to leave the mixture lean for landing at high
altitude airports. Do not richen it as is
normally done. If the Lycoming is richened
for landing at high altitude airports, it will likely
flood out upon landing and will be very difficult
to restart. Trust me on this one, I’ve sat on
runways trying to recrank hot Lycomings with
annoyed controllers and upset pilots having
to do go-arounds. Not much fun. Although
the Continentals are less susceptible to this,
the same technique works. Just make sure
you get the mixture forward if a go-around
becomes necessary.
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Views from a JetProp

Being nice to Bob
by Robert Conrad

By some counts, January 1, 2000, was the
Robert Conrad
Bob was told he could never be
a pilot during a long bout through
the 70’s with Meinere’s Syndrome,
an inner ear disease. He received
his pilot license in 1983 after a
successful operation. He is a CFII
and enjoys teaching. He owns a
Decathelon and takes pleasure in
light aerobatics. He also stays busy
developing and maintaining web
pages for charities and flying for
AirLifeLineMidwest.
Bob graduated from the University
of Detroit in 1962 with a degree in
Electrical Engineering. He then
joined his father’s Motorola Two-Way
Radio business, which eventually
grew to over 160 employees in the
two-way radio, cellular, paging, SMR,
manufacturing and radio broadcast
industries. In 1990, his company
took over airport management
and FBO operations, including a
maintenance and avionics shop, at
the Butler County Regional Airport in
Hamilton, Ohio (HAO). In 1999, Bob
decided to take an early retirement
and turn the business over to his
children and employees.
You can visit his web site at:
www.turbopropsingles.org

first day of the new millennium for the world.
But with no ambiguity, the date marked the
first day of retirement for me. To celebrate this
change in life, I decided to make some “be nice
to Bob” changes. The first was simple and
felt great… no more setting the alarm clock
every night. The second was to purchase a
new Eddie Bauer SUV. That was also a no
brainer since I no longer had the privileges
of a company-owned vehicle. The third “nice
thing” to do for Bob took a little longer.

A Big Step

I bought my 1986 Malibu in 1988, and had
flown it for business for the past 12 years. I
could now afford a turboprop upgrade, but I
had no place to go (so I thought). The engine
was just coming up on 1000 hours and I was
flooded with thoughts of how my first engine
was riddled with ADs and other problems when
it turned 1000 hours. Fortunately, Continental
offered a pro-rated exchange on a new engine
at the time and I was able to get a factory fresh
engine at 50% off the list cost. The second
engine did much better and was still going
strong at 1000 hours. But the question was,
will it make it to 1100 hours? I had almost
1700 hours of safe flying in my Malibu and
was getting the feeling that the odds may be
starting to go against me.

Safety became more important as I delved
into the decision-making process. The PT-34
engine has one of the lowest in-flight failure
rates in the industry. A possible 4000 hours to
TBO also sounded attractive. My wife Nancy
liked the idea of knocking 20% off our travel
time. I liked the idea of more power for takeoffs
and climbing to altitude, plus faster descents
without worrying about shock cooling. At the
time, I did not put much value on the basketful
of additional benefits that came with the
package from JetPROP. But in the middle of
February, I closed the deal with JetPROP in
Spokane Washington without a demo ride, and
with only the inspection I gave the conversion
at a trade show. That may not have been smart,
but I was lucky. In July, Nancy and I took our
Malibu to Alaska for two enjoyable weeks
before delivering it to JetPROP in Spokane.
JetPROP said the conversion would take four
months, and they were true to their word.
My anticipation grew as November
approached. By then I realized how much
I missed my Malibu and how much I hated
the interstate highways. Our whole lifestyle
seemed to have been turned inside out by the
absence of our airplane. I finally received the
long-awaited call to come to Spokane. I had
the honor of experiencing the process (yes, I
mean process) of flying commercial.

Power Performance

I arrived at JetPROP’s front door at 8 am on
Monday morning, and there stood, in majestic
glory, my new JetPROP ready to go. Darwin
Conrad, president of the company, greeted
me with “are you ready to go flying?” Without
any further ado, we climbed into the cockpit.
Darwin explained the gauges, and the next
thing I knew we were starting the engine. The
first thing I noticed was how the engine is quiet
and vibration-free. “Ok, let’s taxi. Put your prop
in beta and stay off those brakes.” The run up
seemed simple. Many new gauges confronted
me, but all the needles were in the green, and
Darwin was ready to fly. While we were taxing
out, Darwin told me to bring the power up to
1200 pounds torque for takeoff and warned
me not to use too much right rudder. I slowly
advanced the power and, bam, I was pinned
into the seat. He was correct about not too
much right rudder. The time to rotate came
quickly. I pulled back a little on the yoke, and
the airplane jumped off the runway, heading for
the stars. Looking out my left window gave the
impression we were climbing out at about a 30degree angle. The rate of climb was over 2000
cont. p22
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Views from a JetProp

(continued)

feet per minute, and the ride was smooth as
silk. The plane seemed to want to climb at 140
KIAS. My old 120 KIAS for the climb no longer
felt comfortable. I later came to realize that just
about all airspeeds are about 20 KIAS faster
than before when the old pistons were banging
back and forth. Upon our return Darwin and
his staff went through all the new systems
with me. I realized then that this was not

First Flight

The first leg of my trip home turned out to be
a “never again” flight. I flight-planned from
Spokane to Sioux Fall, ND, a 900 nm leg. I
confronted record-breaking cold temperatures
and a front extending from Rapid City, ND to
Sioux Falls, SD. Winds were predicted as
variable for the first few hundred miles, turning
later into a tail wind of about 25 knots. I filed

Low Fuel

At that time I had a sinking feeling not to be
forgotten soon. I looked at the map and tried
to visualize the weather pattern I saw before
my departure. I remembered a gap on the
southeastern corner protruding into the
northwest around Sioux City. I asked ATC for the
weather at Sioux City, and they quickly agreed
to provide the information. ATC reported 600’
ceilings, with no predicted change for the next
hour. I turned immediately towards Sioux City,
which was 120 nm from my present position.
Changing to Sioux City added an additional
60 miles to my flight. I carefully planned my
descent to maximize miles per gallon, which
the trend monitor displayed for me. With a
stroke of luck, ILS RWY 13 was exactly straight
down my path so I coupled on to it about 40
miles out. The autopilot started working again
at about 10,000’ so the landing was easy.
When I rolled off the runway on to the taxiway,
both my low fuel lights came on at the same
time, which meant that I had 7 gallons left in
each wing tank, plus 11 gallons in the header
tank. This incident motivated me to dig in and
really understand the whole fuel/endurance
picture. You can download the Excel charts I
developed to calculate the fuel needed in the
main fuel tanks for a specific distance and wind
condition by visiting my web site.

Verbal Confirmation

just a conversion, but also a major upgrade.
I could not believe all the non-engine-related
improvements done to the airplane.

Factory Introduction and Initial Training

Darwin turned me over to a flight instructor and
his staff for training. Being at the factory let me
see many airplanes in different stages of the
conversion. It was a true learning experience in
that everyone, including the technicians doing
the work, were willing to answer any question I
had. They would actually just start explaining
what they were doing without being prompted.
I had great fun taking pictures. By the time I
was ready to leave, I felt I knew everyone in
the company. The package includes a week
of training at Flight Safety. Darwin is strong
on training, and puts the initial costs into the
conversion price. I did not realize up front that
the conversion made the airplane ready for
part 135 operation.

Fall 2001

22

M MOPA

for FL250, leaving 2000 over my head by not
going to the top at FL270. At that time I did
not understand where turbine engines want to
be. The temperature outside was –370C. I was
not getting the winds I expected, and as the
trip progressed my trend monitor was telling
me that I needed to conserve fuel. My power
was set to 800 pounds torque with a fuel burn
of 28.5 GPH. The most efficient fuel setting
is 600 pounds torque, but the heater hardly
works at that setting. I decided that range
was more important than heat so I pulled the
power back to 600 pounds torque with a fuel
burn of 22.7 GPH. I proceeded to freeze to
death. My autopilot stopped working and I
knew immediately that the attitude servo had
frozen. About 70 miles out of Sioux Falls ATC
notified me that the airport had closed due to a
heavy snowstorm. ATC read off eleven airports
to me, and all were below minimums.

Did I make the right decision to convert
my Malibu to a JetPROP? I was looking for
approval on the first trip with my wife. I was
not looking for words, just some clue that she
liked the aircraft. As we were taxing in she said,
“I like this airplane.” I had never before heard
those words from her beautiful lips. I have now
flown my JetPROP for over 150 hours, and
the plane feels as comfortable as a well-worn
glove. I now find that when preparing for a
flight I am more concerned more about my
own personal health and preparedness than
the health of my engine. Did I make the right
decision? Only time answers a question like
that, but most of the apprehensions I had
towards my airplane are now long gone.

Med + Facts

PILOT FATIGUE: MALIBU PILOTS BEWARE
by Dick Perschau

Dick Perschau
Dick was our M•MOPA
President for 1994 and 1995.
A retired USAF Colonel with
28 years of Active, Guard,
and Reserve time with about
2500 hours in fighters as a
USAF Flight Surgeon, he is
currently an Anesthesiologist
in Austin, Texas. Dick has
been a member of the
M•MOPA family since a
year after its conception.
His hobbies are camping,
backpacking, scuba diving,
sailing, fishing, computers,
and driving his truck, but
his greatest love is flying his
Malibu.

“The young pilot was many hours into

the mission. The end of the flight was certainly
near, but fatigue took its toll, and sleep ensued.
Something, luckily, brought him out of his
collapse, and he recovered the out-of-control
aircraft just before buying the farm.” Does this
ring a bell with any past experiences? Does this
sound like your average inexperienced pilot?
Well, this was Charles Lindberg, shortly before
he successfully crossed the Atlantic in 1927.
Several recent aviation incidents and accidents
have heightened the FAA’s concern about pilot
fatigue playing a roll in accidents, even with
experienced crews. The FAA, under request
from a Pilot’s Union (CAPA), is going to
“rigorously enforce” flight crew duty time and
rest requirements. These have been on the
books, but not rigorously enforced, since 1985.
The demands of commercial crews have been
put to the test in recent years with a marked
increase in air travel. The requirements to be
enforced are 8 hours of rest in any 24-hour
flight time. If the actual rest time is less than
9 hours during that 24-hour period, the next
rest period must be lengthened to compensate
for fatigue. This regulation makes good sense
because sleep loss is cumulative.
Malibu pilots have the opportunity to undertake
long and difficult missions flying solo. Some
of us are flying all about the globe. Some
of us are no longer spring chickens, which
probably goes along with being able to afford
the Malibu. Some of us require a little more
sleep each night to handle a few visits to the
bathroom. Considering these realities, Malibu
pilots need to be aware of and sensitive to
the dangers of pilot fatigue. The last preflight
issue before stepping into the bird for the flight,
especially as a single Malibu pilot, should be a
checklist item confirming that the pilot is ready
for the mission.

Sleep Debt

Sleep is required for humans as a necessary
physiological function. Sleep is necessary for
survival. Some require more or less depending
on the quality of our sleeping state. We all
know what we personally need to feel alert.

Like other humans, though, Malibu pilots need
an average of about 8 hours of sleep each
night. When we shortchange the banker, we
need to repay at some point during the week.
If we do not, we enter into the insidious realm
of sleep debt. When we violate our own daily
sleep needs, we accumulate an ever-growing
sleep debt that must be satisfied. If we do
not, we operate with a known deficiency of
degraded judgment, situational awareness,
and lack of concentration. Flight surgeons
have shown this in several lab studies. Our
performance is going to be diminished with a
sleep debt. The majority of accidents occur at
the end of the mission, and more interestingly,
even during taxi to the ramp. I know I am
potentially dangerous after a long or difficult
Malibu mission, even after safely landing. I
try to be on top of the taxi phase of the flight,
particularly when entering into an unfamiliar
busy ground environment. This has kept me
out of a lot of potential disasters.

Circadian Rhythms

Pilot fatigue is composed of sleep loss, sleep
debt (accumulative sleep loss), and violations
of circadian rhythms. Circadian rhythms are
our physiological processes that oscillate every
25 hours. We generally have two periods of
maximal sleepiness every 24 hours, from about
3-5 am and 3-5 pm. When we cross more than
3 or 4 time zones, we force our bodies into
a ‘sleep phase shift’, which requires about a
day for every time zone crossed to adjust to a
new sleep/awake cycle. Trying to accomplish
complex or difficult tasks when our body
is at a point of maximal sleepiness invites
disaster. Going from west to east is the worst,
for it shortens our physiological clock day.
Techniques for adjusting to time zone travel
vary from pilot to pilot. Some just get drunk
and go to bed, some stay up for a day and
collapse. I recommend neither method. But,
whatever the technique, we must be aware
of the urgent need to adjust to the time shift.
The best is to plan at least a day to recover.
I did this in the planning of the fly-out to New
Zealand and Australia. A big challenge for
me as a flight surgeon in my active Air Force
duty was to take 12 F4 Phantoms with 24

Fall 2001

23

M MOPA

Med + Facts
Austin to Hickum, and the 15-hour leg (and
17 air refuelings) from Hickum to South Korea
were adrenaline supported, which helped fight
fatigue. The same legs west to east at the end
of an exhausting 3-week exercise was an even
greater challenge.

A Little Help From A Friend

I used my approved sleeping medications to
get the crews some rest the day before the
return. I also used inflight consultation for the
use of some ‘uppers’ (mild amphetamines
and/or caffeine pills) for the return flights
to keep the crews awake. It was interesting
to treat crews, as their flight surgeon, from
the Phantom on their wing. This was the Air
Force version of curbside medicine. Those
of you planning around-the-world flights in
the Malibu can consult with your own flight
surgeons for a little (approved) chemical help
in these missions. Make sure, however, you
do not violate any FAA rules. Carrying a few
downers and uppers is what we did for combat
crews. Just get instruction from your doctor in
order to take the right mediations at the right
time, and review carefully what is allowed by
the FAA.
In addition to chemical friends, another
pilot friend is a good hedge against fatigue.
Unlike most Malibu drivers, the Phantom
crews had two pilots per aircraft for our
over-water challenge. F15 (single-seat) pilots
responded to Desert Storm with a 19-hour
flight and probably about 25 air refuelings.
These pilots were then on station the next
day for combat in Saudi. Those young kids
where dedicated, focused, well trained. They
also had professional support and a huge
dose of pre-combat adrenaline to help them
through. You are basically on your own, and
are probably not as youthful as these pilots.
Taking along another pilot for a long trip would
not be a bad idea.

Boredom

Another element of pilot fatigue is the awareness
of monotonous vigilance, or “boredom
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fatigue.” Flying with our sophisticated cockpit
has become an exercise in monitoring multiple
flight systems, including the autopilot, GPS,
electronic HSI, EFIS, TCAS, Stormscope® and
radar. We need this equipment as an aid to
single-pilot IFR flying, but the electronic glow
can also lull us into a soporific trance. Our
body will, during this life-guarding state try
to “micro sleep”, or more specifically, take a
nap. This is physiologically an effective way to
handle fatigue, but these “short absences” can
have hazardous consequences in the aviation
environment. Just a few years ago, a Piper
pilot took a “little nap” while flying to the coast
of Florida. When he awoke, he was several
miles over the Gulf, with controllers screaming
at him. He turned around for land, but ran out of
gas before reaching the shoreline. How many
of you experienced Malibu pilots will admit to
that “little short nap” while droning along with
the A/P flying the bird?
Malibu pilots who are “CEOs and professionals”
are often labeled as being more prone to
accidents than the average pilot population.
I have always resented that as a doctor who
strives to be a professional Malibu pilot. On the
other hand, we must acknowledge that some
pilots have egos that exceed ability; some of
us have “getthereitis” that overcomes training;
some have check books that exceed their log
books; and some may just succumb to pilot
fatigue. The professional that tries to manage
two professions in the same day often invites
disaster. Working a full day’s schedule and then
trying to fly in the demanding IMC environment
is often too much for me personally. Often I
choose to go to bed, and fly fresh the next
day early.
Most Malibu pilots do not fly every day. We try
to mix our busy professional lives and our love
for flying. But, we must be careful as we force
ourselves to accommodate our professional
and flying lives. Be aware of the final checklist
item. Is this PIC ready for this mission today?
If not, get a good night’s sleep, and fly the next
day before breakfast, which I think is the best
time to aviate.
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Turbine Times
by Cody Ramsey

Cody Ramsey
Cody, who has been flying since
1981, has amassed over 5,500
hours in general aviation aircraft,
with approximately one third of
that time in turbine airplanes. He
currently holds an ATP, CFII-MEI,
and has taught at both EmbryRiddle Aeronautical University and
FlightSafety International. While at
FlightSaferty, Cody taught in the
Cessna 400/500 series as well as in
various Beechcraft King Air models,
affording him ample opportunity to
become intimately familiar with the
systems and power plants found in
today’s high performance aircraft.
Cody later formed, with the help of
his friend and business partner, Ted
Lamb, an aircraft sales company,
Arizona Aircraft, Inc., based in
Prescott, AZ. The company, in
business since 1996, specializes in
the sale of late model aircraft, with
its primary focus being the Malibu
Mirage.
With over 800 hours logged in both
the piston and turbine versions
of the Malibu, Cody hopes that
his experience might be of use
to other Malibu pilots. He can
be reached at (928) 775-3832 or
cody@azaircraft.com.

While conducting a pre-flight inspection

of a turbine aircraft, one of several we have on
line, a colleague recently posed what turns out
to be a frequently asked question: “So, what’s
the big draw to these kerosene burners?”
The short answer is gobs of horsepower.
This, of course, is not the only attraction, but
horsepower does make for a welcome increase
in performance. That being said, (and we will
return to performance), another benefit of
turbine flight is the safety, smoothness and
reliability of the engine.

Reliability Versus Pounding Pistons

Without quoting tons of statistics that would
leave most of us “glassy-eyed”, we can take
a look at the recommended TBO on turbine
engines commonly used in general aviation
today. Then we can compare those figures to
what we commonly see in the piston arena. The
TBO’s on most turbines tend to run between
3,000 and 5,000 hours, whereas the piston

TBO’s range from 1,200 up to 2,000 hours.
One need not be a mathematician to see the
manufacturers recommended overhaul interval
on the turbine is roughly twice that of the piston.
But this is only part of the reliability story.

counterpart. This enables us to install a large
capacity turbine engine for a specific application
requiring only a fraction of the engine’s ability,
thus allowing for tremendous reliability, longevity
and performance.

In practice, the turbine engine has proven to be
extremely reliable thanks to a radical departure
from reciprocating design. The turbine has
no parts that move back and forth (like the
pistons in a reciprocating engine), nor does it
have independent combustion events creating
pulses of power, stresses and vibration. These
two blessings, coupled with the minimal amount
of metal to metal contact within the power
producing section of the engine, translate into
a virtually trouble-free design. To bolster further
this design advantage, the turbine can create
more horsepower with fewer moving parts in
a smaller space and with less weight than its
reciprocating counterpart.

The Shock of No Shock Cooling

Cost and History

So why are we not all flying turbines and using
piston engines as boat anchors? The answer is
twofold: cost and history. The cost argument is
easy to grasp. The typical turbine costs about
three times as much to purchase as a piston
engine for the same job. The history issue is
equally compelling. The majority of general
aviation aircraft have been successfully
powered by piston engines for decades. We
all know of someone who has run his piston
engine right up to TBO without a problem. But
those stories are usually about small, normally
aspirated airplanes that spend most of their life
operating at low altitudes.
What do we do about larger, pressurized
aircraft that go to flight levels? The answer has
been to build larger engines, hang on turbo
chargers to increase internal pressures for
more horsepower, and then subject this entire
affair to the harsh environmental differences
between sea level and thirty thousand feet.
Considering the demands we place on these
engines, this approach has been shockingly
successful over the years. On the other hand,
because we ask so much of the engines under
harsh conditions, the reliability and useful life is
not as great as what we have seen in smaller
airplane applications.
With a reciprocating engine, we are simply
operating nearer the limits of the engine’s ability
when we ask the poor thing to haul around a
larger, pressurized airplane at high altitudes. In
contrast, a typical turbine can produce more
horsepower and weigh less than its piston

Another benefit of a turbine engine is ease of
operation at various altitudes and temperatures.
A turbine is not dependent on airflow over its
exterior for cooling. In fact, a turbine is designed
to operate at temperatures necessary for
combustion. What this means to the pilot is
that outside air temperature is not much of a
factor for the engine, particularly in comparison
to piston operations. (Temperature does have
an effect, and this will be discussed in a future
article on turbine theory and operation).
The turbine, by design, is better suited for
operations where flights will go to high altitudes.
The penalties of shock heating/cooling are
absent, so high-power-setting climbs and lowpower-setting descents for extended periods of
time are not a problem. The truth is that turbines
are much easier to operate across the entire
flight regime.

Safety Advantages in Performance Gain

The safety of a turbine engine extends well
beyond reliability. Sure, you are safer if your
engine is more reliable and lasts longer, but let
us not forget about the performance gain as
a safety improvement. The turbine allows for
shorter take off and landing requirements, as
well as for better obstacle clearance. Further,
greater enroute climb and descent rates allow
for shorter transitions through adverse weather
or heavy traffic areas. If you do get caught in
bad weather, the additional horsepower creates
options that you simply do not have operating
a piston engine.
While we have addressed some of the general
differences between turbine and piston flight,
the basic, bottom-line attraction of turbines for
most people is awesome performance. In
MMOPA, ask any pilot flying a JetProp DLX
or a Meridian what he or she likes about the
airplane, and brace yourself for story after story
about the amazing climb rates and speeds
achieved with these fire-breathing turbines.
You will hear stories of how a flight to Dallas
that took four now requires only three. Or how
ATC will treat you so much better now that you
can be vectored in with the other jet traffic.
All pilots appreciate these advantages. The
turbine transition is truly exhilarating and worth
every penny.
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Mountain Flying
by Sparky Imeson

Pilots flying pressurized aircraft like the Malibu/Mirage

often fly high over mountains without a second thought to the
terrain below. But flying over the Rockies is not the same as
cruising over Kansas. Even if you give mountains wide
berth with plenty of altitude, you should know the
fundamentals of mountain flying.
Without exception, mountain
flying requires that you adhere
to two basic premises. We
will return to these again
several times. First,
always remain in a
position where you
can turn toward
lowering terrain.
Obviously, this is
fairly easily done from
high altitudes. But
lower down, the novice
mountain pilot should plan
to fly at least 2,000 feet above
the terrain along the route of flight.
When approaching within 1/2 to 1/4
mile from the mountain ridges, turn to
approach the ridge at a 45-degree angle.
This permits an easy escape with less stress on the
airplane if downdrafts or turbulence are encountered. Never
fly in a canyon where there is insufficient room to turn around.
Second, never fly beyond the point of no return. When flying in upslope
terrain, the “point of no return” is defined as the position before which, if
you reduce the throttle to idle, you can lower the nose for a normal glide
and perform a 180-degree turn without impacting the ground. At or prior
to this point, circle away from the mountain to gain additional altitude
before proceeding. With these two fundamentals established, let
us examine safe flying in the mountains.

MINIMUM KNOWLEDGE FOR MOUNTAIN
FLYING

The following is a summation of the minimum
knowledge areas needed to fly safely in
mountainous terrain. Further study and
instruction (from a knowledgeable instructor)
are required prior to heading to the hills. This
minimum knowledge information is intended
to supplement, not replace, your preparation
for mountain flying.

Runway Length
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A handy rule-of-thumb for operating from a
short runway is that if you obtain 71 percent
of the speed necessary for rotation at
the halfway point of the runway, you can
take off in the remaining distance. Note
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that this rule of thumb guarantees takeoff
performance, but not rate of climb after
the takeoff.

Leaning the Mixture

Turbocharged or supercharged engines
do not need to be leaned for takeoff, so
this is an area of little concern for Malibu/
Mirage pilots. For pilots flying lesserequipped airplanes, for density altitudes
of 3,000 feet or greater, lean the mixture
for takeoff according to the airplane
manufacturer’s recommendation. Lacking
any recommendation, lean the mixture
during the takeoff roll for engine roughness,
then enrich for engine smoothness.

Approaching Ridges

Turn to approach ridges at a 45-degree
angle to provide the option of escaping
toward lowering terrain. Begin the turn to
approach the ridge about 1/2 to 1/4 mile
from the ridge. The visual aspects of
mountain flying can be deceiving, but if
you can see more and more of the terrain
on the other side of the ridge you are
approaching, you are higher than the ridge
and can probably continue.
As you near the ridge, arriving at a position
where the power can be reduced to idle
and the airplane will glide to the top of the
ridgeline, a commitment to cross the ridge
can be made. At this position, the airplane
is close enough to the ridgeline not to
experience an unexpected downdraft of
a nature that will cause a problem. If a
downdraft is encountered, keep the power
on, lower the nose to maintain airspeed and
the airplane will clear the ridge.

Flying Canyons

Until you have the experience of flying
canyons with a knowledgeable instructor,
avoid canyons. If it is necessary to fly in a
canyon, gain altitude, fly to the head of the
canyon, then fly downslope terrain.

Airspeed Control

Landing at a short mountain strip requires
exact airspeed control to eliminate float. A
10-percent increase in the proper approach
speed results in a 21-percent increase in
landing distance. Use the same indicated
airspeed for approach when landing at a
high-elevation mountain strip as you would

for the approach at a sea level airport.
The thin air at high altitudes affects the
airspeed indicator. A rule-of-thumb states
that the airplane flies faster than indicated
airspeed at altitudes above sea level by
approximately 2-percent per thousand feet
above sea level.

Darkness

Allow a minimum of an extra half hour of
daylight if your destination is a mountain
strip without runway lighting. There may
be plenty of daylight at cruise altitude, but
darkness may exist because of shadows at
the valley destination.

Gross Weight

The takeoff distance varies with the gross
weight. In general, a 10-percent increase
in the takeoff gross weight (while not
exceeding the maximum allowable gross
weight) will cause a 5% increase in the
speed necessary for takeoff; 9% decrease
in acceleration to takeoff speed, and 21%
increase in the takeoff distance.

Climb Out

The first consideration for takeoff from a
strip surrounded by mountains is terrain
clearance. A considerable amount of time
may be required to circle, while climbing
to the en route altitude, prior to turning on
course.

Downdrafts

Use visualization to determine possible
downdraft areas. Air behaves like water.
Ask yourself, “What would water do if it
were flowing like the winds aloft?” You
can then picture areas of downdrafts,
updrafts and splashes of turbulence. If
you encounter unexpected downdrafts,
diving away from the visualized downdraft to
maintain airspeed will generally lessen the
total displacement effect of the downdraft
(altitude loss). Although the rate of descent
is greater at the higher airspeed, you will be
under the influence of the sink for a shorter
period of time.

Course Reversal

Everyone flying in the mountains will
encounter situations when it becomes
necessary to make a 180-degree turn.
Forget hammerhead turns, wingovers,
chandelles and the other fancy maneuvers

(see below). By the time you figure out you
are in trouble and need to turn around,
there is insufficient speed to perform these
maneuvers. To turn around, slow down.
This will decrease the radius of turn. Pull
back on the control wheel to trade airspeed
for altitude if you have extra speed. Then
execute the steepest turn you can
comfortably make, up to 60 degrees.

Arrival

The mountainous terrain surrounding
many air strips prevents a normal descent
from cruise altitude to pattern altitude. It
is necessary to make progressive power
reductions to prevent thermal stresses
from being induced in the engine. This
allows the engine to cool slowly, preventing
not only thermal shock, but also preventing
de-tuning. Always make smooth power
changes when adding or reducing power.

MOUNTOLOGY: THE PSYCHOLOGY
OF MOUNTAIN FLYING

‘Mountology’ is my fancifully contrived word
used to describe the proposal that you must
train yourself to react in mountain flying
situations like one of Pavlov’s dog, that is
to say, with conditioned responses, rather
than with instinct.
An instinctive response to a stimulus does
not work at all times in an airplane. For
example, when an airplane is in a spin, your
instinct is to pull back on the control wheel to
raise the nose. In a spin situation you must
be trained to break the stall before pulling
back on the control wheel. This training is
a conditioned response. True mountain
flying—that is, terrain, contour or drainage
flying, as opposed to flying well above the
mountains—can be done with total safety
only when the pilot becomes conditioned
to apply the basic premises during flight
without having first to think about the
maneuvers.
Another example of the conditioned reflex is
the forced landing procedure experienced
at the beginning of the private pilot training.
After several lessons, the flight instructor
reaches out and pulls the power lever,
stating something like, “You’re engine just
quit, proceed as you would in an actual
emergency.” Your first attempts do not

provide much satisfaction. You pick out an
area for a forced landing and attempt to
extend the glide to reach that spot; however,
without experience only luck will allow you
to approach anywhere near your projected
touch down area. If you have an excellent
flight instructor, someone who teaches
the spot method of landing (discussed
below), you can envision, as a conditioned
response, the total area surrounding the
airplane within which the airplane can
be landed. The basic premises of safe
mountain flying must become trained
conditioned responses, just as with basic
training in engine-out and spin procedures.
Let’s review:
First Basic Premise: Always remain in
a position where you can turn toward
lowering terrain.
This axiom also encompasses the idea that
you will not enter or fly in a canyon where
there is not sufficient room to turn around.
Stated another way, always have an escape
route in mind and be in a position to exercise
this option.
Second Basic Premise: Do not fly beyond
the point of no return.
This is the position before which, when
flying in upslope terrain, if you reduce
the throttle to idle and begin a normal
glide, you will have sufficient altitude to
turn around without impacting the terrain.
Flying beyond this point drives home the
sheriff’s warning, “Yup, you’re in a heap of
trouble.” Constantly evaluate where you are
and decide if you can lose altitude before
having to turn the airplane. If not, you are
narrowing your options substantially.
What happens when the pilot has trouble
beyond the point of no return? The first,
and usually the less serious consequence,
involves landing the airplane straight ahead
into whatever terrain exists. This normally
results in destruction of the aircraft, but with
proper technique the occupants will survive.
Proper technique means the airspeed is
maintained to allow transition to a normal
landing attitude (often on upslope terrain)
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Mountain Flying
without stalling the airplane.
The second outcome of flying beyond the
point of no return involves the stall-spin
accident. Because there is insufficient
altitude or maneuvering space to complete
the turn around, the pilot may try to hurry
the turn with excessive bottom rudder,
thus yawing the airplane. This induces a
stall-spin.
You should constantly think about
these axioms of flight until you become
conditioned to remain in a position where
you can turn toward lowering terrain and
never fly beyond the point of no return.

BOX CANYON TURN

According to Aviation Space Environment
Medicine, 232 airplanes crashed within 50
nautical miles of Aspen, CO, in a period a
little over 20 years. A total of 202 people
died and 69 were seriously injured. This
points out, among other things, the need
for better training in mountain flying. One
means of improving training is to enhance
pilot knowledge of some basic maneuvers
essential to mountain flying, particularly the
box canyon turn.
To explain the box canyon turn it is necessary
to consider two scenarios. In the first, the
pilot is flying along at cruise power setting
and cruise airspeed. In the second case,
the pilot is flying at minimum controllable
airspeed. This minimum controllable
airspeed is probably not an intentional
flight condition.
Until you have practiced the box canyon turn
and understand the mechanics of and the
ramifications of an unintentional stall close
to the terrain, the best advice for escaping
from a “tight,” or rapidly rising terrain or
the narrowing confines of a canyon, is to
make a steep turn at a slow speed, using
flaps if prudent. Before delving into the
box canyon turn, let us examine what other
options are, and are not, available for the
course reversal maneuver to escape this
precarious position.

Hammerhead Turn

Pilots, in all seriousness, have asked my
advice about performing the hammerhead
turn as an emergency procedure for
getting out of a tight spot. There are
several problems that immediately
jump to mind, negating the possibility of
performing the hammerhead turn. First,
by way of definition, the hammerhead
turn is an aerobatic maneuver where
the airplane enters a vertical climb from
maneuvering speed (or the recommended
indicated airspeed for the aerobatic airplane
involved). As the airplane slows, but before it
encounters stall buffet, the pilot initiates the
turn. For a left turn, the torque of the engine
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aids in making the turn. Application of left
rudder is coordinated with the application
of right aileron and forward movement of
the control wheel (left rudder and left aileron
used together causes the airplane to roll
onto its back). When the airplane pivots
to a nose-down position, back pressure
is used to fly out of the resulting dive. In
mountain flying, the airplane is usually
at a dangerously low airspeed when
the pilot arrives at the “tight” spot. This
precludes even thinking about performing
the hammerhead maneuver. Even with
plenty of airspeed, it would be suicidal to
try the hammerhead. Also, the airplane
used for mountain flying is probably not an
aerobatic-certified machine.

Wing Over

The wing over is more of a fun maneuver
than an emergency escape procedure.
Usually the pilot pre-plans the wing over,
allowing sufficient airspeed to transition
from level flight to a climbing pitch attitude
of about 40 degrees. During the increase
in pitch, a coordinated bank is begun. The
maximum pitch is reached after about a
quarter turn (45 degrees of turn). At this
point the back pressure is completely
relaxed, but the bank continues to
increase to 90 degrees. The bank is rolled
out during the last quarter of the turn and
back pressure is increased to arrest the
descent. The airplane should arrive at the
180-degree turn point at the same altitude
at which it began the maneuver. Again, this
is a maneuver that is intentionally performed
for fun, rather than to escape during an
emergency situation.

Steep Turn

The safest and perhaps the most commonly
used method of course reversal is the steep
turn. The maneuver is similar to the box
canyon turn. The stall speed of an airplane
increases as the square root of the wing
load factor. In a 60-degree coordinated
turn, regardless of airspeed, the airplane
experiences a 2-g load factor. The square
root of 2 is 1.41, so there is a 41 percent
increase in stall speed.
The radius of a turn is equal to the velocity
in true airspeed (knots) squared and then
divided by a constant of 11.26 times the
tangent of the bank angle in degrees. The
relevant information in this formula is the
fact that the radius of turn can be shortened
by either reducing the true airspeed, or by
increasing the angle of bank. A combination
of the two provides the greatest benefit. The
ratio of turn radius to an increase in airspeed
at a constant bank varies as the square of
the true airspeed. If the airplane doubles
its speed, it will quadruple the distance
traveled. So even if the airplane is going
faster (twice as fast in this case), it still takes
twice the amount of time to complete the
turn around (four times further traveled).

What about using flaps during a steep turn?
Definitely, use them as appropriate to the
flight conditions. Flaps were invented to
allow an airplane to increase its approach
angle without an increase in airspeed.
They work because lift and drag are
directly proportional. If the lift is increased
(by applying flaps to increase the camber
of the wing), the drag is increased (and
hence, no increase in airspeed). For most
airplanes the addition of flaps, up to half the
total available, provides more lift than drag
because the drag can be “subdued” with
excess power.
At a high density altitude it may not be
possible to use full flaps without intentionally
losing altitude to maintain a safe airspeed.
If a trade-off between altitude and airspeed
cannot be made because of rapidly rising
terrain, limit the use of the flaps to the extent
that the airplane will maintain a constant
altitude during the turn.
Remember too that flaps reduce the
structural strength of the airplane. Many of
the normal category airplanes are stressed
for 3.8 g’s . This is the limit-load factor that
should not be exceeded. Okay, you say,
what about the ultimate load factor, you
know, that 50-percent safety factor built
into the airplane? Shouldn’t the airplane
be capable of flying at 5.7 g’s? The
correct response requires a definite and
emphatically strong “no”. For certification
the airplane must be able to withstand the
ultimate load factor for a period of fewer than
2 seconds without permanent deformation
of the structure. More time than this at a
load greater than the limit-load factor and
the airplane may experience structural
failure (that is, the wing breaks off).
Check the POH to determine the amount
of reduction in structural strength with the
application of flaps. The book may say:
normal category 3.8 g’s; flaps extended
2.2 g’s (a 42 percent reduction).

The Real McCoy: Introduction to the
Box Canyon Turn

While a steep turn and box canyon turn
are superficially similar, the maneuvers
differ in important ways. The box canyon
turn varies from the steep turn in that it is
either performed from level flight at such
a slow airspeed that an unintentional stall
is imminent, or some excess airspeed at
the beginning of the maneuver allows the
nose to be raised above the horizon prior to
initiating the bank; airspeed during the turn
will be too slow to sustain level flight.
We have learned the airplane always
stalls at the same critical angle of attack.
When banking the airplane, the stall speed
increases (as the square root of the wing
load factor). Also, whenever the airplane is
banked in a coordinated turn, the airplane
will lose altitude without a compensating

increase in the amount of total lift during
a turn,. The total lift is divided between a
vector force that sustains the weight of the
airplane and its contents (weight) and the
horizontal component of lift causing the
turn. To maintain level flight while turning
it is therefore necessary to increase back
pressure (more lift equals an increase in
angle of attack). This increases the load
factor and stall speed. This mini-discourse
in physics is important because some pilots
get into trouble with the box canyon turn as
a result of being “conditioned” to maintain
level flight when performing steep turns.

Box Canyon Turn - Procedure from
Cruise Flight

The box canyon turn could be described
as a combination of the steep turn and
wing over (when entered at or near cruise
airspeed). The nose is raised above the
horizon, but nowhere near the 40-degree
attitude of the wing over. About five to 20
degrees is about right, depending on the
airspeed. This does two things for you.
First it trades airspeed for altitude, and,
second, it slows the airspeed for a smaller
radius turn.
At the same time, full power is added and
full flaps (providing the airspeed is within
the flap operating range) are applied while
beginning the bank. The bank will be a
minimum of 60 degrees and may approach
90 degrees.
To insure that the g-load factor is not
exceeded during the steep bank it is
necessary to relax the back pressure once
the bank passes about 45 degrees. The
back pressure is not increased again until
the bank passes through about 45 degrees
toward zero degrees during the rollout.
The procedure requires coordination to
accomplish all items at the same time:
increase pitch attitude; increase power;
begin a bank; and apply full flaps. At
approximately 45 degrees of bank
increasing toward 60-90 degrees, relax
back pressure from the control wheel.
To recover, at approximately 45 degrees
of bank, decreasing from 60-90 degrees,
increase back pressure on the control
wheel to arrest any further loss of altitude,
and when the airplane is in a position that
allows, reduce flaps to one half.

Box Canyon Turn - Procedure from
Climbing Flight

When operating near cruise airspeed,
the box canyon turn was described as a
combination of the steep turn and wing
over where the nose was raised above
the horizon. Hopefully, the airspeed at that
point is near the best rate-of-climb speed
or best angle-of-climb. While applying full
power and full flaps, a bank is established
at a minimum of 60 degrees. Again the bank
may approach 90 degrees.

Previously we stated that the back pressure
was relaxed to insure that the g-load factor
was not exceeded. This is not as much of a
problem at low speed, but it still exists. At the
slow speed the airplane will probably stall
before it exceeds the structural limitations.
The main reason for relaxing the back
pressure now is so the airplane does not
stall. The back pressure is not increased
again until the bank passes through about
45 degrees toward zero degrees during
the rollout.
As before, the procedure requires
coordination to accomplish all items at the
same time: maintain pitch attitude initially;
increase power; begin a bank; and apply
full flaps.
At approximately 30 degrees of bank,
increasing toward 60-90 degrees: relax
back pressure from the control wheel, and
the pitch attitude will fall below the horizon.
At approximately 30 degrees of bank,
decreasing toward zero degrees, increase
back pressure on the control wheel and
reduce flaps to one half.
In summary, the box canyon turn is an
emergency procedure. The maneuver is
best practiced with an experienced instructor
prior to the time when it becomes necessary
as a life-saving maneuver. Without practice
a pilot could easily get into an accelerated
stall condition that will exacerbate the
original situation. You must exercise caution
in using full flaps during the practice of the
box canyon turn because of the possibility
of the flaps failing in the extended position.
In fact, for practice you may want to restrict
the use of flaps because of the possibility
of the flaps failing to retract.

Natural Horizon

In all of these circumstances, the natural
horizon is used to teach flying by outside
visual reference. An instructor demonstrates
a climb attitude at the best rate-of-climb
airspeed. The student mimics this attitude.
The airspeed indicator can be covered and
the student, by noticing the pitch attitude in
relation to the horizon (where the horizon
intersects the side of the nose cowling), is
able to fly at the best rate-of-climb airspeed
within plus or minus one knot. Learning the
“climb attitude” can provide for an accurate
climb speed, without looking at the airspeed
indicator. The instructor also demonstrates
where is the nose in relation to the horizon
in level flight, where are the wings in relation
to the horizon in level flight, and where is the
nose in relation to the horizon in a steep turn
(left and right turns).
This natural horizon is easy to use in the
flatlands as a reference for basic attitude
flying. In the mountains, the natural horizon
may disappear. By visualizing a horizon,
basic attitude flying can still be maintained.

The base of the mountains, at least six to
eight miles away, represents the natural
horizon. But what if the airplane is closer
than the six to eight miles? Visualization
must be used. Perhaps the mountains at
least six to eight miles in the distance are
visible out the side window. Project the
same horizon visually to the front of the
airplane.

SPOT METHOD FOR LANDING

Using the spot method technique allows
you to look at a windscreen mark during
a glide and determine the spot on the
ground to which the airplane will glide.
There are no electronic aids, ILS or VASI,
for glide slope or glide path alignment at
many mountain strips. Yet, experienced
mountain pilots learn to use a stabilized
landing approach that incorporates a
pre-determined glide slope. This is called
the “spot-method landing technique.” This
technique is explained by defining several
important terms:

Approach Angle

The standard 3-degree glide slope is not
the most favorable approach angle for light
aircraft approaching a mountain airstrip. A
steeper 4.5-degree approach angle allows
you to see the runway better and makes it
easier to effect and see the result of flight
path corrections.

Glide Slope Determination

For a 3-degree glide slope, multiply the
ground speed in knots by five. With an
80-knot approach ground speed, the rate
of descent of 400 fpm results in a 3-degree
approach angle. To fly a 4.5-degree glide
path, multiply the ground speed in knots
by eight. With a 70-knot approach ground
speed, 560 fpm descent yields the
4.5-degree approach angle.

Aiming Point

The aiming point is the point where the
airplane would impact the runway if you do
not initiate a flare.

Windscreen Mark

The windscreen mark is the point on the
windshield, established by the pilot, used
to aim or align the airplane with the aiming
point. From cruise flight at a constant
altitude with cruise power and cruise
airspeed, determine where the horizon
intersects the windscreen. Use a grease
pencil to make a mark one-half inch below
the horizon line on the windscreen in front
of your field of view. It may be better to
draw a plus sign instead of a dot. Make it a
2-inch horizontal line (one-half inch below
the horizon) and a 2-inch vertical line directly
in front of your field of view. When you lean
forward to make the horizontal mark, your
parallax will change and the mark will be
cont. p34
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Mountain Flying
made too high. Note the position where
the mark is to be made before leaning
forward.
Test the mark. From a normal glide, look at
the point on the ground that is aligned with
your windscreen mark. It will remain aligned
with the windscreen mark throughout the
descent in a no-wind condition. If not, it
may be necessary to adjust the horizontal
mark up or down. Try moving it in one-half
inch increments. The windscreen mark,
once properly determined, will remain
aligned with a ground point regardless of
flap selection.

Touchdown Point

The touchdown point is 200-300 feet
beyond the aiming point when approaching
the runway at the proper approach speed.

Go-Around Point

The go-around point is that point on the
runway where, if the airplane is not on the
ground, sufficient runway does not remain
to complete the landing and stop in the
distance remaining.

EMERGENCY LANDINGS

Once a general aviation pilot obtains his
license he is “on his own.” Occasionally the
pilot’s inexperience may lead to a situation
where there is no safe alternative except a
precautionary or emergency landing. Too
many fatal weather accidents are classified
as “maintained VFR in IFR conditions.’’
Many of these accidents undoubtedly result
from the desperate attempt to get through
the weather because the underlying terrain
did not fit the pilot’s mental picture of an
emergency landing area. Previous training
generally stresses that it is necessary to find
a suitable landing area. This stops the pilot
from considering a precautionary landing,
unless he can save the aircraft. He will avoid
a touchdown in terrain where aircraft damage
is unavoidable. Despite your financial stake in
an airplane, there are times when you should
be more interested in sacrificing the airplane,
so you can walk away from it.

Precautionary Landing

Before an accident occurs, you have the
option of making a precautionary landing.
Better to make a controlled-crash landing,
instead of continuing until it is too late.
A precautionary landing should be
made when further flight is possible, but
inadvisable. Most precautionary landings
are caused by: deteriorating weather that
could lead to VFR into IMC; poor flight
planning; becoming lost, poor preflight
procedures or poor fuel management; or
gradually developing engine trouble.

Engine Failure

Engine failure in a single-engine airplane
precludes the possibility of a precautionary
landing. Almost any terrain can be

Fall 2001

34

M MOPA

(continued)

considered suitable for surviving a crash
landing. That is, if the pilot knows how to
use the aircraft structure to protect himself.
Keep the vital structure (cockpit and cabin
area) intact. Use the wings, landing gear
and fuselage bottom to absorb the energy
of stopping. Avoid body contact with the
interior by using the seat belt and shoulder
harness. If time allows, use any padding
available such as excess clothing, blankets
and pillows. Energy absorbing materials
such as small trees, brush, vegetation,
deep snow and manmade structures
(fences) should be used during the landing
to dissipate energy.

THE SHALL NOTS OF MOUNTAIN
FLYING

Finally, as with any aspect of aviation,
mountain flying has a clear set of actions
and behaviors to avoid.
DON’T fly into unimproved mountain strips
without a minimum of 150-hours total flight
experience. Even then, be proficient at slow
flight maneuvering.
DON’T plan a cross-country flight into the
mountains when the wind at mountaintop
level exceeds 30 knots unless you are
experienced in this type operation (strong
updrafts, strong downdrafts and moderate
or greater turbulence). This does not
preclude taking a “look-see.” Often with
a stable air mass the air will contain very
little turbulence during these high-wind
conditions. Expect the wind velocity to
double or more in mountain passes and
over the ridges due to a venturi effect.
DON’T choose a route that would preclude
the use of a suitable forced-landing area.
DON’T leave the airplane without a
compelling reason if you have executed
an emergency or precautionary landing.
Temporary evacuation may be necessary
if a fire hazard exists.
DON’T go if the weather is doubtful or
“bad.”
DON’T become quiescent with weather
reports of ceilings of 1,000-2,000 feet.
The ceiling is reported above ground
level. Often, in the mountains, the weather
reporting facility will be surrounded by
mountains that extend thousands of feet
higher than the facility. Clouds may obscure
the mountains and passes in the vicinity.
DON’T fly in the mountains, either VFR or
IFR, in an unfamiliar airplane make and
model. You should learn the airplane’s
flight characteristics, and be comfortable
with slow flight and stalls in various
configurations, beforehand.
DON’T make the landing approach too
slow. Some pilots feel they have to make

a low approach on the backside of the
power curve to get into a mountain strip.
This “hanging on the prop” is a dangerous
operation. Use a stabilized approach for all
landings.
DON’T operate low-performance aircraft into
marginal mountain strips. If in doubt about
your takeoff, use the “sufficient runway
length” rule of thumb.
DON’T rely on cloud shadows for wind
direction (unless you are flying at or near
the cloud bases). Expect the wind to be
constantly changing in direction and velocity
because
of modification by mountain ridges and
canyons.
DON’T fly close to rough terrain or cliffs
when the wind approaches 20 knots or
more. Dangerous turbulence may be
encountered.
DON’T forget that air, although invisible, acts
like water and it will “flow” along the contour
of the mountains and valleys. Visualize
where the wind is from and ask
yourself, “What would water do in this same
situation?”
DON’T slow down in a downdraft. By
maintaining your speed, you will be under the
influence of the downdraft for a lesser period
of time and lose less altitude overall.
DON’T forget the adverse effect of frost.
Less than 1/8 inch of frost may increase the
takeoff distance by 50 percent and reduce
the cruise speed by 10 percent. Often, if the
airplane becomes airborne, the smooth flow
of air over the wings is broken up by the frost
and the extra drag prevents the airplane from
climbing out of ground effect.
DON’T give insufficient attention to the
importance of fuel and survival equipment.
It is important to keep the airplane light, but
don’t skimp on these items.
DON’T fly the middle of a canyon. This
places you in a poor position to make a
turnaround and it subjects you to shear
turbulence.
DON’T fail to use the same indicated
airspeed at high-altitude airports that you
use at low-altitude or sea level airports for the
takeoff or for the approach to landing.
DON’T be too proud or too vain to check with
experienced mountain pilots concerning
operations to and from unfamiliar fields.
Published with permission from Mountain
Flying, LLC. This article derives its
content from material published on
www.mountainflying.com.
Copyright © 1998-2001 Mountain Flying,
LLC

Spoiler Ad
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By Mary Bryant, David Coats, Douglas Leet,
Jeff Schweitzer and James Yankaskas

In a setting of lush green forests, clear blue skies, and
luxurious accommodations, a record number of pilots and
spouses flew to Asheville, North Carolina in the first week
of October to participate in the 2001 MMOPA convention.
Mark Swatek welcomed the overflowing crowd by noting
that 125 airplanes had flown in, with another 15 expected.
No previous MMOPA convention has attracted this number of
aircraft or members.

The Grand Welcome

Mark emphasized that the purpose of the convention is to provide
members with an experience that is entertaining and educational. The
camaraderie of hangar flying, strong academic programs, and everpresent emphasis on safety all create an environment ripe for learning.
Following Mark, convention coordinator Bill Alberts noted that this is the
only convention at which all participants who so desired were able to
find accommodations at the host hotel. Jim Yankaskas described the
four objectives of the academic program: to improve safety, to augment
aviation knowledge, to understand better our fleet and equipment, and
to obtain member feedback on areas of interest for future
meetings. The focus this year
was on advanced
systems
and
new technology
(GPS, integrated
cockpit displays,
autopilots); engine
performance and
types (Teledyne/
Continental, Textron/
Lycoming, Pratt &
Whitney); and safety
reviews.

Piper Presents

President and CEO of
The New Piper Company,
Charles M. (Chuck) Suma,
presented a rousing
and optimistic view
of the future of general aviation. While acknowledging the current
downturn in aviation, Suma spoke with great confidence of Piper’s
future, vowing that “Piper will be there” when the market makes its
inevitable recovery.
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S u m a
deplored
the
actions of September 11,
and the use of aircraft as terrorist
weapons. Along with the horror of those
events, he noted sadly that the terrorists also
made airplanes, which we all love, something
to fear for many people not familiar with
aviation. As a result of those events, and other
factors, Piper furloughed 1000 employees for
two weeks. But Suma said, with considerable
conviction, that “Piper is here to stay, and is
strong.” To emphasize that point, Suma
announced that by October 8 Piper would be
back to full strength, and cleared of all aircraft
backlogs. With some pride he declared that
2001 would be Piper’s best sales year ever.
Suma emphasized that Piper will continue to
focus on improving quality, both in customer
service and in the product line. He quoted
former General Electric chairman, Jack Welch,
who said, “Companies can’t protect jobs. Only
satisfied customers can do that.” To these
ends, Suma described Piper’s “Flight Plan
2005” under which the company will focus
on customer care and developing trust with
all customers.
Commensurate with the focus on customer
care, Suma introduced its P.U.L.S.E.
program, an acronym for Piper Unlimited
Liaison via Standards of Excellence, to
be implemented largely through the
Internet. The idea is to integrate and

coordinate
sales,
parts,
warranties,
service
advisories, and virtually all aspects of
information flow between Piper, distributors
and customers. Interactions will rely heavily
on e-mail and web pages, but will also include
phone contacts and snail mail, depending on
individual customer needs. Suma said he is
committed to ensuring a standard of excellence
at every level of interaction with customers,
from greeting customers walking in the door
to dealing with warranties.
In parallel to the customer care effort, John
Gallo, Vice President of Operations, has been
mandated to oversee the creation of a factory
of the future. Phase I has been completed at
the Finishing Line, where completed aircraft
are made
ready for delivery. Working
back up
the line, Phase II, which will be
completed
by
cont. p40
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year’s end, will revamp the Paint Line.
Phase III will focus on the assembly
line, as Piper completes its efforts to
modernize its operations.
Suma ended his presentation by
introducing Dan Snell, Vice President
for Customer Care, who informed us that
Piper was a finalist for a Gartner award
for customer service excellence. The
other two finalists were Federal Express
and Boise Cascade. Dan said one of his
goals is simplification of all processes and
customer contacts. “Technology is not
our master, it is our servant” is a mantra
that Piper employees now hear with some
regularity.
The convention offered pilots an
opportunity to direct questions to Suma
and other Piper representatives in the
Pilot to Pilot sessions, at the academic
presentations, and during the many social
functions. Some MMOPA members
expressed continued frustration with
Piper in terms of the company’s response
to nose-gear problems (denying such a
problem exists), the company’s attitude
toward JetPROP, and the perennial
complaints surrounding availability and
costs of parts. While problems clearly
remain, Piper did leave the impression
that the company takes these issues
seriously, and will continue its efforts to
improve. We have much work to do, and
we must remain vigilant, but we have
made progress.

The Fred Hyman Memorial Lecture

The Fred Hyman Memorial Lecture was
presented by United Airlines Captain Al
Haynes, who told the story of Flight 232, a
DC-10 jumbo jet crippled by the loss of all
three hydraulic systems after catastrophic
failure of the #2 engine. The flight controls
were severed, and the airplane could
only be controlled with differential power
of the two remaining engines. Captain
Haynes said that a combination of luck,
communication, preparation, proper
execution and cooperation allowed the
crew to save 184 of the 296 lives on board.
Luck gave them good weather, daylight
and flat terrain. Communication between
the pilots, cabin crew, ground personnel
and ATC was key. The ground emergency
crews had trained with a simulated
Boeing 727 crash with 150 souls on
board six months earlier. This, and the
rigorous cockpit and cabin crew training
programs, provided apt preparation.
Haynes emphasized the importance of
preparing for emergencies. Although
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we can not prevent accidents, we can
practice emergency responses. United’s
regular training fostered confidence,
calmness, and the efficient execution of the
necessary procedures. Finally, there was
extraordinary cooperation among people
with widely varying age and experience.
This was cockpit resource management of
heroic proportions. These principles can
be applied to many other organizations
and situations.

Global Position Systems - Bendix/
King
Robert Compton, OEM Sales Manager for
Bendix/King (also known as Honeywell or
Honeywell/King) and CFI Jim Yankaskas
presented this session, which was
moderated by Douglas Leet. The limitations
and requirements for the use of the KLN
90B for IFR approaches and alternates
were summarized, as well as the use of
GPS as a substitute for ADF, DME and
traditional paper charts. The FAA has not
yet approved GPS databases or electronic
charts on a stand-alone basis. Paper
charts will be required for the foreseeable
future. Participants were reminded that
stand alone GPS approaches, most
of which are the standard “T” format,
are being renamed as “RNAV (GPS)”
approaches. It was noted that at some
airports, the GPS approach provides the
lowest minimum descent altitude, reflecting
the higher accuracy and precision of GPS
compared to other
non-precision
approaches.

Global Position
Systems
Garmin

Catherine Fish
started
the
program with an
excellent overview
of Garmin 430 and
530 capabilities.
G a r m i n
representative Bob
Cusick was late
because of flight
delays (he should
have flown a Garminequipped PA-46), but
this created no problem with Fish taking the
reigns. The system operating manuals and
a trainer can be downloaded from Garmin’s
web site, and used to master these units on
the ground. CFI Paul Sanchez discussed
techniques of using this equipment, while
Catherine demonstrated with a computer
model. Cusick described some of the
features anticipated in the near future,

(continued)

uplink system for weather and other data,
with a transmission rate of 32 kilobaud (kb).
This is compared to the satellite-based
Orbcom system used by Garmin with a 2.4
kb rate (soon to be 4.8kb). Both groundbased and satellite-based systems have
proponents and detractors, which may be
the subject of a future article.

including
ground-based
weather radar images
transmitted via low-earth-orbit
satellites. Garmin will be introducing a
Mode S transponder, allowing for interface
with local traffic on the Garmin 430/530.
The result is a collision avoidance system
for about $7000.

Integrated Cockpit Displays - Bendix/
King
Bob Compton presented an overview of
the Apex System, a next generation cockpit
display currently in development. The date
of release is not known, but its impact on
the market should be substantial. The
Phoenix Group of Bendix/King was involved
in the development of the glass cockpit of
the Boeing 777. The Olathe Group is
taking that technology and adapting it to
general aviation, starting with the business
jet market. An example is the Primus Epic
Integrated Avionics package found in the
SJ30. The next step is to develop similar
products for smaller aircraft.
The new integrated cockpit will have
three large graphic displays: the
Primary Flight display, the Engine
display, and a Multifunction display.
Behind these will be a safety
critical operating system, a triply
redundant data bus, and a series of high
quality sensors. The program is developing
new sensors that are far more reliable
than vacuum and electric gyros, using

a technology
known as MEMS
(micro-electromechanical
systems). Basically, tuning forks
are used to detect and resolve motion in all
three planes in a single gyro by monitoring
precise changes in frequency. MEMS is
considered a relatively low-cost attitude
and heading reference system (AHRS).
This will give general aviation access to
some of the benefits of the $250,000 inertial
reference systems found on airliners, but
for a small fraction of the cost.
Another important component of the
cockpit of the future will be the Integrated
Hazard System, presenting weather,
traffic and terrain on the Multifunction
Display.
Bendix/King is developing a
ground-based data

All of this information and these displays
will be components of a new Visual Cueing
and Control (VC2) system. The VC2 system
will provide displays comparable to looking
out the cockpit window. One useful
example would be displaying the runway
position while crabbing into a crosswind
on final approach.

Integrated Cockpit Displays Meggitt

Bryan O’Leary of Meggitt Avionics
and CFI Tom Deutsch presented, and
Jim Yankaskas moderated. Meggitt
displays are standard equipment on the
Meridian. The units are versatile CRT
displays with formats similar to standard
electromechanical instruments, rather than
the Highway In The Sky (HITS) or Synthetic
vision (SV) formats that are in development.
The flight instrument displays consist of a
Primary Flight display (PFD), a Navigation
Display (that reverts to PFD operation if
needed) and an Air Data, Attitude and
Heading Reference System (ADAHRS).

radar for stabilization. Ask your mechanic or
radio shop if your 256 has these mods.
Superimposed
weather, traffic,
and moving map
capabilities have high
certification costs, and will not be
soon available.

Autopilots – Bendix/King

Bob Compton described the functions and operations of
the Bendix/King KFC 150 and KFC 225 autopilots. The 150
has been installed on more new airplanes than any other autopilot.
Of note, the 150 was used on the Voyager’s non-stop trip around
the world. The 150 was standard equipment on the PA-46 through
the end of 1998, after which the 225 was installed in new Mirages.
The biggest difference between the 150 and 225 is the latter’s more
powerful processors. Due to greater computer power, the 225 can
remain engaged in turbulence, because the unit can compare its
commands to the airplane, the control surface responses, and the
resulting action. In a downdraft the unit knows that no command
was given to descend, so remains engaged to bring the plane back
to the set positions. The unit will disengage, however, if preset
speed, bank angle, or altitude change parameters are exceeded.
You should learn those limits.
The altitude pre-select is built into the 225 unit, but not the 150. In
CWS (control wheel steering), the 225 will not only hold pitch and
attitude upon release, but also bank angle. The 225 has voice
messaging to replace the tones used in the 150. As an aside,
the tone in the 150 cannot be muted if ATC comes on line during
its rather loud warning. The alarms may be muted by an avionics
shop, but the FAA specifies a minimum audio level.
Bob also discussed the
KI 256 attitude indicator,
informing the audience that
the unit should be updated
by modifications 8 and
9. Mod 8 is about three
years old, so any gyros
installed with the 225
should already be in
compliance. The mods
relate to the data output
of the unit, and affect
not only control of the
autopilot, but radar
as well, since the KI
256 provides data to the
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Autopilots - S-TEC

The S-TEC System 550 rate-based autopilot is
standard equipment on the Piper Meridian. Art
Jackson, the S-TEC OEM manager dedicated
to Piper installations, described his company’s
23-year history of autopilot development.
According to Art, S-TEC autopilots have never
had an AD nor been implicated in any accident.
Rate-based autopilots derive roll information
from the turn coordinator, while attitudebased autopilots derive roll information from
the vertical gyro. Many operational modes
are similar in the two types, but S-TEC has
a new GPS Steering (GPSS) mode that can
be used for normal GPS course tracking and
approaches. Derek Mueller, a SimCom flight
instructor, fielded audience questions and
coordinated discussion of LOC intercept
angle limits, yaw damper use, and control
wheel steering.

Turbine Performance and Operations

Art Flior of the AOPA Air Safety Foundation
moderated the session, while Scott White, a
Pratt and Whitney Canada service expert for
16 years, described the reverse-flow, splitspool engine design. White provided tips
on engine operation, with a particular focus
on safety and damage risks. The anti-icing
doors deflect objects away from the air inlet,
and protect from foreign object damage (FOD)
as well as icing. Many PT6A installations now
recommend anti-ice use on the ground, as well
as in icing conditions. The Meridian installation
provides continuous anti-ice operation. Darwin
Conrad, the President of Jet Prop, presented
a detailed comparison of the different PT6A
models installed in the Jet Prop, Meridian,
TBM-700, and PC-12. Art coordinated an
active question/answer period.

Incident, Accident and Insurance Review

Douglas Leet opened the session by reminding
us that 2001 has not been a stellar year for the
Malibu/Mirage. Dave Coats emphasized that
the airlines view the first and last few minutes of

(continued)

a flight as the period of greatest risk. American
Airlines defines the “critical eleven minutes”
(the three minutes after take-off plus the eight
minutes before landing) as when a majority of
accidents occur. This same concept applies
to general aviation, although the time might be
closer to the “critical twenty minutes” because
of differences in speed and climb capabilities.
Unfortunately, this point was illustrated at
Asheville earlier this year, where a pilot flew
a perfectly good airplane into terrain in bad
weather shortly after departure.
Art Flior vividly described statistics about
general aviation (GA) accidents, using
data pulled from the Nall Report, published
annually by the AOPA Air Safety Foundation.
The good news is that the GA accident rates
have decreased over the past 25 years. The
bad news is that the rates for the last 10 years
are essentially flat, so our progress has slowed
considerably.
Looking at single-engine retractable aircraft,
the majority of accidents occur during take-off
and climb (consistent with the “critical eleven
minute” rule), followed by maneuvering (traffic
pattern), and landing. That statement has to
be modified somewhat for business flying,
which sees most accidents during landing.
Fortunately, nearly 70% of all GA accidents
are fender-benders. That still leaves us with
30% of all accidents that are serious. We can
do better.
We were told that 70% of all GA accidents
are caused by pilot error, with personal flying
contributing disproportionately. Mechanical
failures cause 15% of all accidents, with
engine/propeller failures accounting for 45% of
that number. Weather continues to be a major
problem, and 30% of weather-related accidents
are fatal. Continuing VFR into IMC remains
the perennial favorite cause of weather-related
accidents. Surprisingly, a significant number
of these accidents involve IFR-rated pilots.
Fuel mismanagement accounts for 9% of all

accidents.
Mid-air
collisions,
while fairly rare, are increasing
i n
number. However, a mid-air collision involves at
least two aircraft, and so has twice the impact
of most accidents. One possible reason for
the disappointing increase in mid-air collisions
is higher traffic density. The U.S. loses one
GA airport per week, leaving fewer airports
available to receive aircraft.
This crowding into tighter space may also
contribute to the dramatic increase in runway
incursions. Runway incursions are up an
astonishing 71%. Whether that is partially due
to heightened awareness or more efficient
reporting, the number is startling. Three main
areas that need attention to reduce incursions
were identified:
Communication: Listen and think before
transmitting. Understand ATC
instructions
c l e a r l y,
or ask for
clarification.
Finally, read
back
all
“hold short”
instructions.
A i r p o r t
Knowledge:
Have
a
detailed airport
diagram readily
available.
Study
the
diagram prior to
taxiing. Request
progressive taxi instructions if you have any
doubts. Watch for pedestrians and vehicles
on taxiways.
Cockpit Procedures: Maintain a sterile cockpit

(avoid all unnecessary conversation) until
established in cruise. Constantly scan outside
the cockpit. If lost during taxi, contact ATC
immediately. Make the airplane visible with
appropriate lights. Make sure all radios work,
and that volumes are properly set. Know and
follow proper procedures for communications
failure should the radios fail (or seem to fail).
Look both ways prior to taking or crossing any
runway, active or not. In low visibility, recognize
that all of these tasks are more difficult.
Art gave a dramatic demonstration of the
dangers of runway incursions by presenting
a case study of United Flight 1448, which was
the center of a cluster of confusion on a low
visibility day in Providence, Rhode Island on
December 6, 1999. The UA flight was badly
lost in fog, and wound up positioned partially
on the active runway. During the confusion, a
Federal Express flight was cleared to depart,
and missed UA1448 by only 20 feet. Even after
the UA captain
correctly
determined
his position,
and informed
ground that the
airplane was
on the active
runway, the
tower controller
c l e a r e d
another flight,
a UPS aircraft,
for departure.
The
UPS
captain, who
had been
monitoring
both ground control
and tower, declined until the confusion could
be sorted out. Amazingly, nobody was killed in
this incident, but several people were sent to
remedial training. One important lesson is that
when waiting to depart, you should monitor
ground. If the UPS captain had monitored
cont. p45
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only the tower frequency, he perhaps would
not have recognized the level of confusion at
the airport.
David Coats preceded the convention with a
convincing safety demonstration by losing an
engine upon arrival, after a safe touch down.
Jeff Schweitzer gave the final safety
demonstration of the convention during his
return trip home. Landing for a scheduled
fuel stop at Jackson, Mississippi, the nose
gear collapsed after a normal landing and
roll-out. The aircraft slid off the runway into
the grass, where it came to rest with the snout
buried unceremoniously in the dirt. Nobody
was injured.

Continental Engines

Kevin Mead discussed the status of the
Teledyne/Continental TSIO 520 and 550
engines. Both have provided reliable service,
although not without some troubles. He
focused on maintenance of magnetos and on
troubleshooting the turbocharger/induction and
exhaust systems. He also addressed proper
fuel system set-up, alternator failures, and the
service life of air pumps. His knowledge
continues to be an excellent resource for
MMOPA members.

not delay
repairs. Also, ask
your authorized dealer
about the extended service
agreement between Piper and Lycoming
applicable to aircraft purchased from The
New Piper dealers.
Don discussed the cooperative Service
Test Program developed by Lycoming and
MMOPA. He introduced Jim Yankaskas,
who developed this concept for MMOPA.
A core group of 10 to 12 airplanes will be
surveyed for trends, and analyzed and
evaluated as necessary. The
survey fleet will then be
cont. p58
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Lycoming Engines and AE2A Field
Study

Don Propst reviewed the status of
the Mirage’s Lycoming engine.
The bearing replacement service
issues and ongoing AE2A product
improvements were covered.
Important notice: Lycoming’s
support for the mandatory SB 59-800 (Rod
Bearing Replacement) ends on 12/1/01. Do
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Notes From MMOPA Headquarters
by Russ Caauwe

Our foreign membership continues to
Russ Caauwe
Executive Director
Russ has been crazy about
airplanes all of his life. He
obtained his license in Norfolk,
Nebraska, at the age of 17.
Entering the Air Force at 19,
Russ served two years as an
airborne radar mechanic. In
1950, he was accepted for pilot
training, and after graduation, was
commissioned as a 2nd Lt. and
pilot. Russ served in the 82nd
Fighter Squadron, flying F-94’s
and F-89’s, in Iceland, where he
met his wife Bjorg (Bea).
After completing his tour with the
76th Fighter Squadron in Presque
Isle, Maine, Russ pursued various
business interests, including life
as a Customer Engineer for IBM;
later as President of his own data
processing company; and finally,
as a corporate pilot, from which
he retired in 1997, having enjoyed
over 3,500 hours flying a 1984
Malibu, and a 1989 Mirage.

grow. Currently represented are: Canada
11, Australia 2, Belgium 2, Chile 1, Denmark
1, France 6, Germany 11, Italy 1, Japan 1,
Netherlands 3, New Zealand 2, South Africa
1, Switzerland 3, Thailand 1, and U.K. 8.

The message boards on the web site have
become a great source of useful information.
It is gratifying to see these boards being used
to such good advantage. Apparently our “For
Sale” boards have been very successful also.
Members report selling everything from an
airplane to avionics shortly after the item has
been listed. Be sure to let me know when an
item has been sold so we can remove it.
I hope you all have been keeping me advised
of changes of address, phone numbers,
aircraft N number, type, etc. We will be
publishing our new Membership directory
soon, so if you want the information to be
correct, please let me know of any changes.
If you change your information on the web
site, but do not notify me, I will not know
about it, and those changes will not appear
in the directory.
I think we can all be very proud of those
members who volunteered their aircraft and
their time to assist in flying medical personnel
and supplies during the national emergency.

Paul Schaller
Portola Valley, CA

Paul is President of Schaller Associates. He
holds SEL and Instrument ratings and has over
600 hours.

Marc Aronson
Pittsburgh, PA

Mark doesn’t currently own a Malibu but rents
one. He has over 1170 hours and holds SEL &
MEL ratings.

NOTICE

For any questions regarding next
year’s M•MOPA convention, please
call

John Stahler
Chicago, IL

John is one our newest members, with over 460
hours and holds SEL and instrument ratings.

Bill Alberts
Convention Coordinator

tel: (843) 785-9358
fax: (843) 785-7567

John Waddington
CG-THD
Newmarket, Ontario
John is owner of Canadian Plastics Group Ltd.
He has over 2000 hours and holds Multi and IFR
ratings. He owns a 310 Malibu.
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Mark Baumgartner
Oviedo, FL

Mark is an Aircraft Banker and owns JetDollars, Inc.
He has over 1024 hours and hold a Commercial
License with SEL and MEL ratings.

Don Saunders
N146ZF
St Petersburg, FL

Don is a General Contractor and owns Saunders
Construction Company. He has over 2000 hours
and holds Multi Instrument & Helicopter ratings.

Mike Loyd
Kingsport, TN

Mike is Service Manager for Tri-Cities Aviation in
Kingsport. He holds A&P, IA, DAR licenses.

Larry Stanley
N107PM
Toms River, NJ

Larry is President of AVCON. He has over 1500
hours, and holds SEL MEL with Instrument, Single
and Multi ratings.

Janet Bowden
G-PZJE
Odiham, U. K.

Janet lists her occupation as “P.A. to M.D.”. The
company name is Jet-Care International Ltd. The
aircraft is a Mirage, G-PZJE.

James Shoen
Reno, NV

James is the Manager of Shoen Aviation, Inc. in
Reno. He holds SEL, MEL, Instrument, Helicopter,
and Commercial Glider ratings.

Vern Milligan
N43VM
Castle Rock, CO

Vern is an old member who dropped out for a
while, but is back with us again. Welcome back
Vern…see you at the convention! Vern has a
Meridian and has over 2100 hours, holding a
Private license with Instrument and Multi ratings.

Jeffery McCaulley
Palm Beach Gardens, FL

Jeffery lists his occupation as “Senior
Management. He has over 550 hours and holds
a Private license with Instrument SEL ratings.

David Van Gaalen
Lethbridge, AB Canada

David has over 1400 hours. He holds a Private
license with Multi and IFR ratings. He owns Prairie
Dawn Equipment Inc.

Jim Willinborg
N8381V
San Francisco, CA

Sirois Barker
N92ED
Valdosta, GA

Paul Trudeau
N146PM
Las Vegas, NV

Robert Lux
N463JM
Minneapolis, MN

Paul Clark
N182DP
Huntington, TX

Jeffrey Herold
N498MM
Huntington Beach, CA

Ross Richardson
ZS-LLB
Gauteng, South Africa

Terry Kirk
N511PJ

Jim’s occupation is money managements at Baker
Street Investments. He has over 2100 hours and
holds an instrument rating.

Robert is in Real Estate Investments. He has a
Mirage and has over 400 hours.

Ross is our newest foreign member. He has a 310
Malibu and over 600 hours, holding a Commercial
license and instrument rating.

Ted Isaacson
N202SE
Salmon, ID

Ted owns a JetProp and has over 6000 hours. He
holds SEL MEL and Instrument ratings.

Scott Parker
N445MS
Beaumont, TX

Sirois is a General Contractor. He has a 310
Malibu. He has an instrument rating and over
2980 hours.

Paul is an Attorney/Investor. He has over 100
hours and holds a Private license with ASE and
Instrument ratings.

Springfield, IL
Terry has America Ambulance Service, Inc. He has
over 2000 hours and holds ASEL and Instrument
ratings.

Chad Menne
N550MP
Plymouth, MN

Paul is a luxury home design/builder in Las Vegas.
He has a Malibu and holds a private license with
MEL rating, and over 1200 hours total time.

Jeffrey is Owner of West Coast Trends, Inc. He has
a Mirage and holds SEL and Instrument ratings.

Bob Burkel
Plano, TX

Bob is Sales Manager at Concorde Battery Corp.
He has over 2000 hours and holds MEL SEL and
CFII ratings.

Peter Schultz
Skowhegan, ME

Peter is President of Dirigo Stiching Inc. He holds
SEL and IFR ratings and has over 1200 hours.

Chad is President of Malibu Power & Propeller,
LLC. He has over 3200 hours and holds Comm,
Single/Multi, Instrument and Instructor ratings.

Scott has a JetProp and has over 1800 hours total
time. He is Multi and Instrument rated.

John Gamble
N643WP
Roswell, GA

John is a Consultant with Tenacity Incorporated.
He has a Mirage and has over 3075 hours. He
holds SEL, MEL and Instrument ratings.

Paul Romine
N221FP
Indianapolis, IN

Paul has over 5000 hours and a Commercial
license. He holds MEL and instrument ratings.

Chip Crunk
N922WD
Nashville, TN

Chip has a Mirage and has over 2000 hours. He
holds and Instrument rating. His business is Office
equipment.

Pierre Lemaire
N5EQ
Miami, FL

Pierre is professional pilot. He holds CFI CFII and
MEI ratings. He has over 2500 hours.
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VK Aircraft
new ad supplied

VK Aircraft
new ad supplied

Eclipse 1/2 pg ad
printer has film

Modern Aero 1/2 pg ad
printer has film

MMOPA Classifieds
1989 Malibu Mirage

Two partners wanted to take a 1/3 interest
in a 1989 Malibu Mirage based in Orlando
FL. Beautiful airplane with approx 1420
hrs. TT approx 900 hrs since top overhaul.
Airplane is equipped with all the best
instrumentation. Excellent maintenance
record. Same owner and sole pilot for
over 10 years. Plane logs approx. 120
hrs. per year. Contact: Fred C. Edwards
– fedwards@allcash.net - (407)402-9956

Hangar Home for Sale:

Executive 2 story pool home,
Mediterranean Style with a tile roof,
custom built. Magnificent kitchen for two
chefs. 3-4-5 bedrooms, two firplaces,
guest suite, media room, office, hugh
pantry, 3 car garage and the fully airconditioned HANGAR will accommodate
a Piper Malibu. $835,000.00 For additional
information, contact Spruce Creek Fly-In
Realty 800-932-4437

FLORIDA Spruce Creek Fly-in

America’s Premier Fly-in Community.
4,000' paved lighted runway, paved
taxiways, full service FBO, golf and tennis
Country Club, 24 hour security, 15 minutes
from Daytona Beach International Airport
and the Ocean. Pilots Serving Pilots. Pat
and Lenny Ohlsson, Spruce Creek Fly-in
Realty. Website: www.fly-in.com. 800-9324437. Evening 904-761-8804.

AVIATION TRAINING MANAGEMENT, INC.
call:

(561) 778-7815

OverDLX
40JETPROP
years
combined
APPROVEDexperienceTRAINING
high time instructors
John Mariani

trained to exacting insurance
and FAA standards on all aircraft and flight
management
systems

Roy Bolling
Dick Rochfort

Ron Cox-Owner
President of
ATM

THE BEST
TRAINING AT
SENSIBLE
PRICES
Malibu/Mirage
Jetprop
Meridian
Initial, Refresher and
Supplemental Training
Courses

MFD, EFIS,
GPS, AP/FD
Model Specific
Training

Post Office Box 2611
Vero Beach, Florida 32961

website: www.AviationTrainingATM.com
email: AVIATION_TRAINING@COMPUSERVE.COM
fax: (561) 778-9958

Insurance approved for factory equivalent initial and recurrent training

Complete Interior Refurbishing
•
•
•
•
•
•

Quality Materials
Professional & Precise Craftsmanship
Wide Variety of Color & Fabric Selections
All Materials Used Have Proper Certs
Affordable Prices
Free Quotes Upon Request

1(800) 321-1271
SUPERIOR AVIATION, INC.
250 Riverhills Rd, Ford Airport
Kingsford, MI 49802
Upholstery Dept. 906-774-4405
email: superav@up.net

www.superioraviation.com

FPO
AvQuest Insurance 1/2 pg ad
printer has film

Kansas City 4c ad
same as last quarter

(continued)

expanded as indicated. This first for the piston aircraft industry was
introduced by MMOPA. Similar monitoring programs have long
existed for turbine engines, and have grown from hand-recorded
and manually-analyzed data to the computerized systems in wide
use today. A GAMI representative described how useful insights
have been accrued from similar data collected by operators of
GAMI-modified engines. Hopefully, this field study will add to
our knowledge base, allow Lycoming operators to manage these
engines more effectively, and help Lycoming provide a higher level
of customer support. Lycoming is clearly working hard to solve the
AE2A problems.

Pratt & Whitney Canada Engines

Ian Chambers, Customer Support Specialist, described the
impressive reliability and longevity statistics of the P&WC engines.
Some individual PT6 engines have been operated as long as 43,00064,000 hours. This complements the better known “only one in
300,000 hours shut down” statistic common to these engines.
A CD on the proper operation of the PT6 engine was provided to
each participant. Chambers announced that SBs and Publications
are now available on line (for a charge), and maintenance manuals
are expected to be available on line by the end of the year. The
availability of a variety of free training courses in Montreal was
discussed, including courses in analyzing engine trend monitoring,
engine theory and engine maintenance. The P&WC “Help Desk” is
available (call 800-268-8000) for assistance with technical issues,
questions on parts or AOG, and requests for publications, at any
time day or night.

Departure Procedures and Emergencies

Douglas Leet and Jim Yankaskas identified departure accidents as
a major contributor to PA-46 accident statistics. Departure is the
flight segment over which the pilot has the most control. A decision
can always be made to not go. Malibu/Mirage (and other GA) pilots
can follow the example of major airlines by proper planning, and
by establishing and using departure profiles, abort thresholds, and
emergency procedures. Jim emphasized the importance of proper
airplane loading, and the adverse effects of overweight and out of
CG conditions.
To simulate a return to the departure runway after engine failure,
Douglas and Jim described the altitude losses during power-off turns
in different conditions (at safe altitudes). They concluded that, for
their operations, an off-field landing would generally be safer than
an attempted return to the runway if the engine failed at less that 800
feet AGL. Factors, such as wind, density altitude, gross weight, and
the surrounding terrain would affect this decision point. It should
be considered before taxiing onto the runway.

ADs and SBs

Kevin Mead reviewed service bulletins issued over the last few years
in great detail. Kevin is in a good position to monitor all of these
SLs, SBs and ADs as the voice on the other end of the MMOPA
maintenance hot line, available to all members. A number of the
recent SB’s were on the Meridian (approximately 10 or more). The
flap bell crank was one of great interest. Apparently some of the new
units on the Meridian had not been welded correctly by the vendor for

Piper. The steering bell crank was reviewed,
as well as the problems associated with the
aging of the Gar Kenyon products. Three
SBs on the Jet Prop DLX were noted.

Pilot-to-Pilot

The popular Pilot to Pilot session rounded
out the academic program. The expert
panel included Harry Van Kesteren of V.K.
Aircraft, a 38,000 hour pilot; mechanic Jeff
Glover of Sun Aviation, who has worked on
the Malibu series since its initial design;
SimCom CFI Derek Mueller; Art Flior of
the AOPA Air Safety Foundation; and
veteran Malibu/Mirage/JetProp pilots Dave
Coats, Charlie Hampton, and Larry Lee.
President Mark Swatek led a series of
lively and informative discussions on topics
raised by the panel and by both new and
veteran MMOPA members. Powerplant
topics included maintenance resources,
choice and use of engine oils, and the
development of the full authority digital
engine control (FADEC) system. FADEC will
replace magnetos with electronic ignition
systems and modulate fuel and spark
timing to optimize operation. Operational
aspects focused on comparisons between
turbine and piston flights, and training for
pilots with little Malibu/Mirage experience.
Weather issues included combined use of
stormscope, aircraft and ground radar, and
vision from our high altitude vantage point
to avoid convective activity. Equipment
topics included speed brakes, coldsoaked landing gear hydraulic actuators,
and engine vibration.

Exciting New Products

In addition to the rapid advance in avionics,
much of which was on display by many
of our supporting vendors, numerous
intriguing products are about to enter the
market. The airport day presented a unique
opportunity to see, touch and dream about
these exciting developments.
Modifications to the Mirage: The Magnum™
Enhanced Flight Group, LLC, of Lexington,
Kentucky, chose the Asheville convention
to unveil to the public its Magnum™
powerplant modifications in development
for the Mirage, with the new SuperFlo™
composite cowling and 4-blade scimitar
feathering prop from MT-Propeller. The
cowling is a 2-piece carbon fiber design
that replaces the Mirage’s 6-piece metal
cowling, with a net weight savings of 24%.
The composite is so strong that you can
cont. p60
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gets you there fast
(and for

a lot less cash)

What would you say if we told you that we
could turn your 310-hp or 350-hp pistonpowered Malibu or Malibu Mirage into a firebreathing, 560-shp turboprop? And what
would you do with all the money we could
save you by choosing a JetPROP Conversion
Vs. the standard "out-of-the-box" type
solution? Before you make a decision to
upgrade your aircraft, give us a call and find
out why our smart, value for the dollar
JetPROP Conversion Package will give you
everything you want without paying extra for it.

Proven Performance, Precision, Perfection.
SPOKANE, WASHINGTON
6427 E. Rutter Road 99212

For more information call: 509-535-4401
Visit us on line at: w w w. j e t p r o p . c o m

(continued)

grab the nose by the intake, and shake
and pull with your full weight with no effect.
Enhanced Flight Group is now ground testing
its modified Lycoming TIO-540-AE2A engine
to address long-standing concerns over
high operating temperatures, vibration,
fuel consumption, and service life. We will
see more of Enhanced Flight Group in Tucson,
and look forward to completion of this mod.
New Aircraft: Adam Aircraft CarbonAero and IBIS
Aerospace Ae270
Anybody landing at Asheville would immediately
notice the unusual and eye-catching in-line twin
sitting majestically on the ramp. The Adam Aircraft
CarbonAero has rightfully been called a Skymaster
(Cessna 337) on steroids, but that does not do the
aircraft justice. With a lineage going back to Burt
Rutan, a glass cockpit, advanced composites, a
FADEC system, and imposing twin booms, this
is a completely new beast. This plane is worth
watching, and we should see the conforming
prototype at Tucson. IBIS Aerospace Ltd. Ae270
will be introducing soon a new and impressive
single-engine turboprop cabin-class alternative to
turboprop twins and smaller light business jets.
The aircraft can accommodate up to 9 passengers
or carry 2,800 lbs of cargo. We should see more of
the Ae270 in Tucson.
The New Old
While not technically new products, who could
not help but look on with envy at the 2001
Mirage, Meridian, PC-12 and TBM700. These are
magnificent machines that offer amazing panels
glistening with electronics, improved performance,
and luxurious interiors. The static displays, and the
even more impressive flying demonstrations, were
a highlight of the meeting. Larry Lee’s JetProp, not
to be outdone, flew solo and in formation to give
a vivid demonstration of that aircraft’s amazing
capabilities.
Other Goodies
Walking through the convention hall was
akin to being Imelda Marcos
in a shoe store. AirCell,
Inc. continues
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to offer exciting communications products;
Meggitt/S-Tec, Avidyne, and Bendix/King
(Honeywell) were hawking their wares; Hartzel
Propeller continues to offer exciting new products
for the Malibu/Mirage. Piper displayed a full-size
mock-up of the new Meridian. For those looking
for the ultimate home airport, Heaven’s Landing
and Modern Air Country Club were offering
enticing deals. Cutter Aviation, Aviation Sales,
Kansas City Aviation, and Sky Tech were available
to offer sound advice in all areas of aircraft sales
and maintenance. JetDollars, Inc. was close by
in case any sales were imminent.
We give a heartfelt thanks to all of the vendors at
the convention, including many not specifically
mentioned here. We thank Piper for its generous
support. We urge all MMOPA members
to patronize the vendors that support the
organization. Give them your business.

Extracurricular Activities

In addition to our serious attention to safety,
and the joys of flying, all was not completely
focused on aviation. The companion breakfast
and tour resulted in a heavy dose of support for
the local economy. A private candlelight walk
through the elegant Biltmore was an amazingly
choreographed display of moving people, buses
and food, with a gourmet meal for our closest 200
friends preceding the tour. (Of course, aviation
is never far from our minds, with one participant
noting that the Biltmore’s dining room would
actually make a good hangar for two Mirages).
The companion flying classes were as popular
as ever. A pre-convention tour, with not an empty
seat, brought us to Chimney Rock and a guided
tour of Lake Lure. Numerous cocktail hours, and
the pub crawl, ensured that nobody went thirsty
for long.

Asheville Again

As our illustrious and nose-wheel-deprived editor
mentions in his Letter, this convention was a grand
success from any perspective. The record number
of planes and people, quality academic sessions,
enthusiastic (and generous) auction participants,
active vendor participation, spectacular aircraft flybys, elegant meals, intriguing tours, and luxurious
accommodations all combined to create an
outstanding convention that clearly was the best
in MMOPA’s history. The Grove Park Inn was a
perfect venue for the affair. The surrounding rivers,
mountains and lakes provided the final touch to
a spectacular environment that could not be
better suited for the occasion. We may be
back. In the meantime, let us make the Tucson
convention an even greater success. We will
see you in Arizona!

Advertising Rates . . .
Display Rates

Full Page Black & White $ 375.00
Full Page Full Color $ 1,375.00
Half Page Black & White $ 175.00
Half Page Full Color $ 875.00
2 page spread Black & White $ 650.00
2 page spread Full Color $ 1,975.00
2 page center spread Full Color $ 2,120.00
Inside Front Cover Full Color
Inside Back Cover Full Color

$ 1,450.00
$ 1,450.00

Back Cover Full Color Only $1,825.00
Guaranteed ad placement - Display rate plus 20%

Training Update...
The following facilities offer initial and/or
recurrent training for the Malibu•Mirage
Aviation Training Management
Vero Beach, Florida
(561) 778-7815
Initial & Refresher
by Appointment

Eclipse International, Inc.

Classified Rates

The classified advertising section includes
used aircraft, services and used equipment.
Minimum Classified ad rate per insertion $ 45.00
Minimum ad length is up to 45 words.
Ads over 45 words are billed at $1.00 per word.
Full payment must accompany your advertisement.

For Advertising Placement,
Ad Specifications
and Scheduling
Contact
Victoria Marasco • MDS
(512) 306-1988 • Fax (512) 263-3200

Send all ad materials to the Publisher:
MDS Creative Studio
809 N. Cuernavaca Dr.
Austin, TX 78733
Publisher reserves the right to
refuse or withdraw advertising.

St. Petersburg, Florida
(727) 822-1611
Initial and Refresher
with Mary Bryant at
St. Petersburg or
Customer’s Location

Roger Aviation Company
Eden Prairie, Minnesota
1-888-943-2837
Initial and Recurrent
Training

Flight Safety International
Lakeland, Florida
1-800-726-5037

Initial and Recurrent
Training

SimCom Training Centers
Vero Beach, Florida
1-800-749-3226
Initial & Refresher
by Appointment

Advertising Insertion Fees are required
prior to production of publication.
Electronic files only.
Overall magazine size is
8-3/8" x 10-7/8".

Events Calendar . . .
12th Annual Convention - September 25-29, 2002

LaPaloma Resort in Tucson, Arizona

Helpline . . .
316-728-8634
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