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™ The New Piper Aircraft, Inc.

Trade-in and 
land an incredible

deal on a Meridian.

Trade-in and 
land an incredible

deal on a Meridian.

To find out more, call Piper at 
866-648-1945

or visit www.newpiper.com

There’s never been a better time to buy!  Take advantage of this limited time offer today.

Deal your way into a Piper Meridian. Now with 15% MORE useful load.

Now that’s freedom.

There are more reasons than ever to get a new Piper Meridian
• Now with up to 1740 pounds of useful load 

(15% more!)
• New cutting edge digital Magic 1500 autopilot 

designed especially for the Meridian
• Piper Insurance and Financial Services 

standing by to work for you
• 2 year Factory Warranty

• Optional Honeywell Integrated Hazard 
Avoidance System (IHAS) 8000
– Weather uplink  – Traffic avoidance
– Color moving map – L3 WX-500 Stormscope 
– Terrain awareness  – Weather radar display
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W H AT  P I LOT S  S E E  W H E N  T H E Y  D R E A M

T h e  H i g h - Pe r f o r m a n c e  P i l a t u s  P C - 1 2 .

At Pilatus, we’ve met many pilots through the years. And though they fl y all types 

of airplanes, most have something in common. They’d love to own a PC-12. For some, it’s because no other 

aircraft — no single, no twin turboprop, no jet — combines the cabin size, range, and payload of 

the PC-12 with an operating cost under $350 per hour. For others, it’s because the PC-12 is a model of Swiss 

craftsmanship. We think there’s an even simpler reason. We built it for people who love to fl y. 

The PC-12. See one during normal waking hours at your nearest Pilatus Center.

2 7 0  K T  C R U I S E  •  3 3 0  C U  F T  C A B I N  •  2 , 2 6 1  N M  R A N G E  •  9  P A S S E N G E R S  P L U S  P I L O T
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by Jeff Schweitzer

Letter from the Editor

St. Augustine 2003
Bill Alberts outdid himself this year by orches-

trating a convention that functioned with the 

precision of a Swiss watch, without even a 

small glitch to tarnish the shine. The airport 

authority, ATC and FBO worked wonders to 

handle the 150 aircraft and more than 460 

people attending with grace and efficiency. 

The food was great, the Harleys were loud, and 

the tattoos were just plain scary. The academic 

program was as robust as ever, and the transition 

to new leadership did not involve any recalls, peti-

tions or hanging chads. As always, auction night 

was the highlight, and Auctioneer Alberts brought 

his usual charm, wit and humor to the podium, 

from which he proceeded to extract unusual sums 

of money from hapless diners innocently scratch-

ing an ear. Some members, fueled by free wine 

cleverly supplied by MMOPA, outdid themselves 

with generous bids on items ranging from hose 

reels to exotic island getaways. EADS Socata gave 

away two free trips in first class to their factory in 

Tarbes, France, with a return in a new TBM 700 

being delivered to North America. The pilot-to-pilot 

sessions did not disappoint, but we did manage to 

make it through without any fi sticuffs concerning 

rich and lean operations.

Dare I say that we have this convention thing down 

pat? By any measure St. Augustine was a grand 

success. Also, finally, we have extensive photo-

graphic coverage of the event. Richard Rochfort 

and Robert Conrad tirelessly prowled the halls, 

cameras in hand, in search of great prize-winning 

photos, and all of us owe a great debt of gratitude 

to both of them. Sit back and enjoy the multitude 

of photos we have provided this year, along with 

our comprehensive coverage of the many facets of 

this year’s delightful convention.

Vendor support was overwhelming, and we had a 

few exciting new additions. Every Piper distributor 

was represented, and Piper put on an impressive 

display of showroom savvy. One concrete result of 

the effort was the sale of a Meridian and a Mirage 

at the convention. JetProp announced a new 

conversion option. Eclipse Aviation brought along 

a mock up of their light jet, which consistently 

attracted a big crowd. Enhanced Flight Group 

proudly showed off the Magnum project, which 

is advancing toward an STC. Vendor participation 

grows more exciting every year.

Airport day is always a highlight, and the aero-

batic demonstrations this year were breathtaking. 

Members actually stopped eating for a few min-

utes to watch, and that is ample testimony to the 

show’s draw. The variety of aircraft on static display 

were eye candy to any pilot. Poised majestically on 

the ramp were the Eurocopter EC-120, Extra 400, 

the Walter conversion, a CJ1 (with literature and 

CDs touting the Mustang), and new models of 

the TBM 700, Meridian, PC-12, JetProp, and Mirage. 

Maybe next year we’ll see the Javelin on the ramp. 

Humble Pie
I recently returned from the course offered through 

the MMOPA Training and Safety Foundation, this 

time at Centennial airport in Denver, and I sit 

before you humbled by the experience. Like most 

Mirage pilots, I confi dently walk around with the 

erroneous belief that I know everything necessary 

about the PA-46. After all, I routinely fl y in the clag, 

nail an ILS with ease, know the aircraft systems well 

through my annual recurrent training, and read 

continuously about safety. Yet even though this is 

my second time through the course in two years, 

I again learned important and interesting lessons 

both on the ground and in the air. 

We had intense discussions about the FAR/AIM 

requirements for logging IFR time, and the issue is 

not as simple as it would fi rst appear. We reviewed 

airspace restrictions, TFRs, practical weather avoid-

ance, mountain fl ying, and aircraft environmental 

systems. The class studied a NASA video on icing that 

is a must-see. The ground school was enlightening.

Back in the air, I told my instructor that I wanted 

equipment failures to keep coming until I could 

no longer fly the airplane. Smugly, riding around 

with basically a turn coordinator and the co-pilot 

DG, pegging altitude and heading and feely studly, 

I flew a GPS approach, did the missed, and came 

around for an NDB approach that I had not briefed. 

Rather busy at this point, but still, I felt great that I 

could keep the airplane fl ying with so little remain-

ing on the panel, now covered with a whole pad of 

sticky notes. 
cont. 



4c Hertzel
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THE FACTORY

CHOSE THE

HARTZELL 

COMPOSITE

FOR GOOD 

REASONS. 

HERE’S WHY

YOU SHOULD,

TOO. 
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The blade uses a patented double
retention system to provide an 

integral bond between the aluminum
shank and the composite material
without the use of fasteners, such 

as bolts or screws.

The Hartzell three-bladed composite propeller system developed for Piper
and installed on factory new Mirages is now available for earlier Malibu
Mirages through Top Prop™ – and you won’t find a more rugged, durable
composite prop to fly behind.

Hartzell’s Kevlar™ – epoxy blades were initially developed for the regional
airline market. And, since Kevlar™ is used for bullet-proof vests, you
know it’s tough material. As a result, this propeller offers the highest 
overhaul interval of any propeller available for Malibu Mirages (6-years/
2400 flight hours). This structural composite construction has withstood
millions of hours of airline service in all weather and all operating 
conditions. The blades have an unlimited fatigue life designation from 
the FAA; are extremely repairable, and are certified to special bird-strike
and lightning-strike criteria.

But the real shining point is the performance of the 80-inch diameter prop.
Take-off ground roll distances are reduced up to 25%, and the distances 
to clear a 50-foot obstacle are reduced by as much as 11%. Cabin noise and
vibration are dramatically reduced as well, providing a more comfortable
overall flight experience. All this is achieved with minimal additional
weight, while giving your aircraft a new, more aggressive appearance.

Choose the composite propeller the Piper factory chose: Hartzell. For more
information, call 1-800-942-PROP (7767) or visit www.hartzellprop.com.

TOP PROP

PERFORMANCE
 CONVERSIONS

An extremely hard electro-formed
nickel leading edge protects the 

composite material against erosion
and is replaceable.

W W W . H A R T Z E L L P R O P . C O M

Multiple layers of Kevlar™ 
composite material provide structural
strength, not a wood or metal spar.
The lightweight foam core is used

only to allow ply lay-up.



I was doing well, so I have no excuse for dialing 

in the wrong beacon (used on the missed for 

the NDB approach), nor my lack of awareness 

that I was fl ying to the wrong fi x. Busted. In my 

defense, I did say to the instructor that I would 

call for a missed approach (before my error was 

pointed out to me) because I knew something 

was fi shy, but we continued on since we were 

just training. And admittedly, in actual IMC I’d 

never try to fl y an NDB approach with virtually 

no instruments. Still, I blew it.

Then, when doing the missed approach, now 

in actual IMC and on real partial panel because 

the gyros did not have time to spool up, I 

momentarily let the airspeed bleed down to 

90 knots before I properly reconfigured the 

airplane. All in all, the affair was ugly, but at no 

time did I ever feel my safety was compromised. 

I always felt in complete control. The blood 

draining out of my instructor’s face was an 

indication that the sentiment was not univer-

sally shared, however. I assume my instructor 

had a visit to the cardiologist immediately after 

the fl ight. But the real lesson learned is this: we 

are not invincible, and even if we feel confi dent 

and well-trained, the situation can get out of 

hand. Too much training rarely hurts, but too 

little often does.

My day, however, was not yet over, even with 

the lesson about training well taken. We were 

about to beat the proverbial dead horse. I still 

had to land, and by this time my brain was a 

tad fried. So I landed, was not parallel to the run-

way, felt that uncomfortable lateral tug, pulled 

back on the yolk, took to the air a bit, drifted 

back down, regained better ground control, 

relaxed the yolk, and started all over again. 

Why land only once when you have the whole 

runway to play with? I glanced over and saw 

the horror on my instructor’s face. Of course I 

made absolutely the worst landing of my life 

with an instructor watching my every amateur 

move. Isn’t life grand.

If you think training once per year is more than 

enough, I invite you to reevaluate your posi-

tion. Eating a big dose of humble pie will keep 

you honest, no matter how confi dent you are 

in your skills and proficiency. I highly recom-

mend the MMOPA training course, which is 

subsidized heavily by your organization. Mona 

Rathmel does an incredible job of organizing 

these lessons, and the accommodations are 

first class. In addition, the usual suspects like 

Mary Bryant, Tom Deutch, Ron Cox and John 

Mariani do us all a great service by offering 

their abundant talents to the group. Contact 

Mona to sign up for the next course.

A Big Tent
In the last issue, prior to the convention, I dis-

cussed the idea that MMOPA should consider 

becoming more inclusive, accommodating 

pilots and owners of all single-engine high 

performance pressurized airplanes. We had 

some good honest feedback at the convention, 

and on the web site as well. I think its fair to say 

that for the moment the majority of members 

want to remain true to the PA-46, or at least pro-

ceed with caution. Nobody saw a good reason 

for any precipitous move. In the meantime, as 

we continue to discuss our future over the next 

year or so, I am expanding the scope of the 

magazine to include new columns devoted to 

the TBM 700 and the PC-12. By my calculations, 

Letter From the Editor
(continued)

cont. page 15



TBM 700C2TBM 700C2   Seriously Fast, Seriously Capable

Maximum cruising speed : 300 ktas

Maximum range : 1,565 nm

Maximum payload : 1,347 lbs

Ceiling : 31,000 ft

Burning up the airways at 300 knots is old hat for the TBM. Increasing 
payload and flying nonstop from Chicago to Nassau is something 
new. So is the bizjet-like interior with upgraded leathers, fabrics and 
cabinetry. Cabin temperature and pressurization control is simplified. 
High-capacity air conditioning is standard. So are new advanced 
avionics. Fly far, fly fast and fly with more payload/range capacity 
than some light jets.

For full specifications call 877-2-FLY-TBM. (Outside the U.S. call 
+1-954-893-1400.) Or E-mail sales@socataaircraft.com.

New TBM 700C2 carries six people 1,100 nm 

in unprecedented comfort

Speed is just a part of the equation 
The new TBM 700C2 =

Speed + Comfort + Capacity + Range

Manufacturing Aircraft Since 1911 www.socataaircraft.com



www.adamaircraft.com  

500

ultra high per for mance

that is fun to fly

Speed

Design

Comfort

Purchase

Ultra high performance that is fun to fl y.

21st century engineering and state-of-the-art materials.

Pressurized, six-place, cabin class interior.

To reserve your delivery position, please call one of our 

sales representatives at 1.866.AdamAir (1.866.232.6247).
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New Ownership, New Opportunities
by Chuck Suma

Piper Perspective:
The View From Vero Beach

The past few months have brought home more 

good news for New Piper than we have seen 

in a long time. From launch of new products 

to improvements in the way we design and 

manufacture aircraft, we are on the move. 

Topping the list, however, was our announce-

ment in July that American Capital Strategies 

Ltd. (Nasdaq:ACAS) had assumed ownership 

of our company after its sponsored buyout 

and recapitalization.

What does all that mean for us? To put it simply, 

American Capital has recognized the value 

and heritage of the Piper brand and has 

moved to ensure our stability and continued 

success. In effect, their assumption of owner-

ship is a vote of confi dence in the company’s 

promising future.

This is how American Capital’s Chief Operating 

Officer Ira Wagner put it in the news release 

issued to the press: “While Piper has reduced 

its new airplane production as a result of the 

downturn in general aviation after September 

11, we believe Piper is an excellent, well-run 

company. With an iconic brand name in the 

general aviation industry, we are confident 

Piper will enjoy great success as the general 

aviation industry rebounds.” 

Those are powerful words of support … and 

a powerful commitment to us all. The fact is, 

American Capital’s dedication, support and 

expertise bring to Piper the necessary resourc-

es for us to excel as we meet market demands 

with new products and innovations. American 

Capital’s acquisition of Piper, coupled with its 

commitment to keeping our management 

teams and systems in place, is a major step in 

the right direction.

What made us so attractive to American Capital 

is that we have focused on building a commit-

ted and talented management team, a strong 

dealer network, a world-class customer service 

group and a knowledgeable workforce. It is 

that combination that made New Piper an 

attractive acquisition target, prompting inter-

est from several prospective buyers in recent 

years. The key, however, was in fi nding a com-

pany that had the right commitment to help 

us achieve our full potential, and that’s where 

American Capital came in.

A $1.8 billion company, American Capital has 

the stability and business relationships that 

will enable us to reach our long-term strategic 

goals. For our customers and dealers, it means 

that New Piper will be a stronger company 

with more product offerings and innovations 

than it would otherwise have been able to 

produce. For us here in Vero, the acquisition 

makes New Piper a more forward-looking and 

stable company. At the same time, our vendors 

can look forward to a more robust product 

development program and the continuation of 

long-standing strategic relationships.

In recent years, we have worked hard to mod-

ernize the aircraft design and manufacturing 

process. American Capital’s ownership will 

enable us to strengthen that focus. We can now 

forge ahead even more effectively, bringing 

new product innovations to market every six 

months to a year.

President
The New Piper Aircraft, Inc.

Chuck Suma
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by Kevin Mead

Malibu Maintenance
Routine PT6A Engine Fuel Nozzle Care

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 fl eet in 
the U.S. and abroad.

No Drooling or Spitting
“No drooling allowed”, admonishes the Pratt 

& Whitney maintenance manual. While proper 

etiquette would demand such behavioral 

constraint in any number of situations, this 

advice is particularly important when exam-

ining turbine engine fuel nozzles. Drooling, 

oddly enough, is one of the terms used to 

describe deviation from normal fuel nozzle 

spray patterns. Others include the equally en-

tertaining “spitting”, “skewness”, and “streaking”. 

These and other spray deviations can occur 

when a fuel nozzle tip is damaged or dirty. 

Less than uniform spray patterns from enough 

nozzles over a long enough period of time can 

result in hot section damage. This can take 

the form of compressor turbine guide vane or 

blade damage and cracks or holes burned in 

the combustion chamber. So fuel nozzles must 

be cleaned and their flow patterns evaluated 

periodically. If any abnormalities are found 

during evaluation, nozzles may need to be re-

paired or replaced. 

Meridians and JetProps
For Meridian and JetProp operators interested 

in properly maintaining their fuel nozzles, sur-

prisingly little concrete information is available 

from manufacturers. Both the Meridian and 

JetProp manuals refer to the Pratt & Whitney 

manual for information. 

In any case, there are two basic maintenance 

procedures required for fuel nozzles. The 

first is cleaning the nozzles to eliminate crud 

build-up. The second is to check the nozzle’s 

spray pattern. A properly working nozzle will 

deliver an evenly atomized spray of fuel. 

In-Situ Cleaning
If nozzles are to be cleaned only, this may be 

done “in-situ”, without removing them from the 

engine. In-situ cleaning is done using special 

equipment that passes a carbon-removing 

cleaning solution through the nozzles. This 

cleaning method saves the labor (8 hrs or so) 

involved in removal and reinstallation of the 

nozzles, but does not allow for inspection of 

the nozzle or evaluation of its spray pattern. This 

method should only be used on new or recently 

cleaned nozzles since it will not always clean an 

already-blocked unit. For these reason, some 

shops refuse to do in-situ cleaning even though 

the Pratt manual approves the procedure. 

Complete Nozzle Removal
The more common procedure involves com-

plete removal of the nozzles. They are cleaned, 

visually inspected and then “flow checked” 

by spraying fuel through the nozzle orifice 

and observing its atomization and dispersion. 

The fuel dispersion pattern is compared to an 

ideal pattern. Very little deviation from the ideal 

spray pattern is allowed. A spitting, streaking, 

drooling, or skewed pattern is not acceptable 

and requires remedial action, such as further 

brushing, ultrasonic cleaning, or even outside 

repair or replacement of the nozzle. Nozzles 

are then replaced in their manifold and leak 

checked. Removing the nozzles has the added 

benefit of providing a perfect opportunity to 

boroscope the hot section. This is especially 

important if any problem nozzles are discov-

ered during the fl ow check. 

Is It That Time Again?
At this point many of you are saying, “Sounds 

great, but how often should I have this done?” 

Unfortunately, I can not tell you, and neither 

will the Pratt & Whitney manual. Inspection 

of fuel nozzles is listed as a 200 hour item, but 

the manual allows for extension of cleaning 

and inspection time to 400 hours or even 600 

hours based upon inspection results. Faced 

with this ambiguity, I asked a Pratt technical 

representative what was the most common 

practice. This is what he had to say: for the fi rst 

1000 to 1500 hours of the engine’s life, clean 

and inspect the nozzles every 200 to 400 hours. 

If throughout the fi rst 1500 hours, the nozzles 

are consistently found to be relatively clean and 

free of obstructions and abnormalities, you can 

probably switch to the in-situ cleaning program 

if you prefer. He recommended a cycle of one 

full- removal cleaning and inspection, then 

two in-situ cleanings, all at 200 hour intervals. 

Obviously, if at any time you notice a drop in 

engine performance or a temperature problem, 

the nozzles should be inspected and the hot 

section inspected with a boroscope. 

In my shop I recommend nozzle removal, 

inspection and cleaning every 400 hours or so. 

I may increase this frequency to tie in with an 

annual inspection, or if the plane has a variable 

fuel source. There is no doubt that nozzle care 

is a costly maintenance procedure, but if done 

routinely, such care can prevent even costlier 

engine damage. 

2 3
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1.  Fuel nozzles ready 
for cleaning.

2.  Fuel nozzle 
brush cleaning.

3.  Inspecting nozzle 
fl ow pattern.

4.  Fuel nozzle.



A rare opportunity to own 
what is possibly the best 
equipped Malibu Mirage 
JetPROP available today. 

1999 Malibu Mirage (SN 4636246) 

delivered new January, 2000. 

425 hours TT. 

2003 JetPROP PT6A-35 conversion 

(SN 117) delivered May, 2003. 

60 hours TT.

100% outright sale or 50% 

partner if based in Vero Beach, FL For further information and equipment sheet, call 772-538-8180

F o r  S a l e  

B y  P r i v a t e  O w n e r

Malibu Mirage JetProp 

Avionics and Instrumentation – King EFIS-40 Electronic Flight Instrumentation System ● RDR-2000 Vertical Profile Radar

Custom Installation by Sun Avionics – PS Engineering PMA-7000 M/S Audio Panel with yoke mounted switching ● Dual

Garmin GNS 530’s ● Avidyne EX500 Multi Function Display with integrated datalink/weather ● Shadin/Pratt & Whitney

PT 6 Engine Trend Monitor System ● Shadin ADC-2000 Air Data Computer ● BF Goodrich Skywatch Traffic Advisory

System and WX-500 Stormscope ● King KRA-10A Radio Altimeter ● Dual KT-76C Transponders

King KA-285A Remote Autopilot/Flight Director annunciation directly above Flight Director

M M O P A  2 0 0 0  Q u e e n  o f  t h e  F l e e t



Fall 2003 14 M•MOPA

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 certifi cate. 
Doug bought a 1964 Mooney M20E 
shortly thereafter and obtained 
his instrument ticket in 1980. The 
M20E was sold for an M20K(turbo), 
and fi nally the ultimate fl ying 
machine, his 1984 Malibu. Doug’s 
fl ying experiences expand across 
all of North America and into the 
Southern Caribbean.

Aviation News

In April we had three accidents, two of which 

resulted in fatalities. The first involved a 

TBM-700 in Mobile, Alabama. The second was 

an inadvertent retraction of the landing gear 

after landing. The third was a fatal crash in 

Thailand. The good news, relatively speaking, 

is that in May only one accident was reported, 

involving a bird strike, and no accidents were 

reported in June and July. 

The information provided in these reports is 

preliminary, subject to change, and may contain 

errors. Any errors in the reports will be corrected 

when the fi nal report has been completed.

NTSB Identifi cation: ATL03FA082
14 CFR Part 91: General Aviation
Accident occurred Thursday, April 24, 2003 
in Mobile, AL
Aircraft: Socata TBM 700B, registration: N705QD
Injuries: 1 Fatal.

On April 24, 2003, at 2012 central daylight time, 

a Socata TBM 700B, N705QD, registered to Fleet 

National Bank and operated by Quest Diagnos-

tics, collided with a telephone pole and the 

ground, and burst into flames one-half mile 

short of runway 18, at the Mobile Downtown 

Airport in Mobile, Alabama. The flight was 

being operated under the provisions of Title 

14 CFR Part 91, and visual flight rules. Visual 

meteorological conditions prevailed and an 

instrument flight plan was filed. The pilot re-

ceived fatal injuries. The airplane was destroyed 

and there was a post-crash fi re. The fl ight origi-

nated from Lawrenceville, Georgia, at 1745 on 

April 24, 2003. 

According to the Mobile Tower Controller, 

the pilot reported that he had a “runaway 

engine” and subsequently stated that he 

was shutting the engine down. The pilot 

then stated that he did not think that he 

was going to make the airport. The Mobile 

Tower Controller made several attempts to 

contact the pilot, but they were unsuccessful.

The on scene examination of the wreckage 

site found that the airplane had collided with a 

telephone pole 38 feet above the ground. The 

fi ve-foot outboard section of the right wing as-

sembly was torn from the airframe. The airplane 

rested inverted 278 feet from the initial impact 

with the pole. Examination of the airplane 

found that the cockpit and center section of 

the airframe had been consumed by fi re from 

the engine fi rewall aft. The airplane and engine 

were recovered for further examination.

NTSB Identifi cation: LAX03LA196
14 CFR Part 91: General Aviation
Accident occurred Saturday, April 26, 2003 
in Grand Canyon, AZ
Aircraft: Piper PA-46-310P, registration: N189ET
Injuries: 4 Uninjured.

On April 26, 2003, about 1225 mountain 

standard time, a Piper PA-46-310P, N189ET, 

sustained substantial damage when the land-

ing gear was retracted during taxi at Grand 

Canyon National Park (GCN), Grand Canyon, 

Arizona. The pilot was operating the airplane 

under the provisions of 14 CFR Part 91. The 

private pilot and three passengers were not 

injured. The personal cross-country flight 

departed San Diego, California, about 1030 

Pacific daylight time, en route to Grand 

Canyon. Day instrument meteorological condi-

tions prevailed, and an instrument fl ight rules 

(IFR) fl ight plan had been fi led. 

 The pilot reported that shortly after the transi-

tion from landing roll to taxi, he inadvertently 

moved the gear handle to the up position. 

The right main and nose gear retracted, and the 

propeller made contact with the ground.

This accident was upgraded from an incident 

after examination of the airplane by a Fed-

eral Aviation Administration (FAA) inspector on 

June 13, 2003.

NTSB Identifi cation: SEA03WA077
14 CFR Non-U.S., Non-Commercial
Accident occurred Saturday, April 26, 2003
 in Lop Buri, Thailand
Aircraft: Piper PA-46-350, registration: HS-AKS
Injuries: 3 Fatal.

On April 26, 2003, at 1430 local time, a Piper PA-

46-350, HS-AKS, registered to and operated by 

the pilot, crashed near Lop Buri, Thailand. The 

meteorological conditions are unknown and it 

is unknown if a fl ight plan was fi led. The aircraft 

was substantially damaged and the pilot and 

his two passengers were fatally injured. The 

aircraft departed from the Don Muang Airport, 

Bangkok, and was en route to the Chiang Mai 

Airport in northern Thailand. 

NTSB Identifi cation: MIA03LA115
14 CFR Part 91: General Aviation
Accident occurred Sunday, May 11, 2003 
in Brooksville, FL
Aircraft: Piper PA-46-350P, registration: N7KH
Injuries: 2 Uninjured.

On May 11, 2003, about 1600 eastern daylight 

time, a Piper PA-46-350P, N7KH, registered 

to Liberty Oil And Refining Association, Inc., 

experienced a bird strike during climb out 

following a practice instrument approach to 

the Hernando County Airport, Brooksville, 

Florida. Visual meteorological conditions 

prevailed at the time and no flight plan was 

fi led for the 14 CFR Part 91 instructional fl ight. 

The airplane was substantially damaged and 

the commercial-rated pilot and safety pilot 

were not injured. The flight originated about 

1400 hours from St. Petersburg-Clearwater 

International Airport, Clearwater, Florida.

The pilot stated that after takeoff he performed 

air work for approximately 1 hour then pro-

ceeded direct to the Hernando County Airport 

where he performed 2 or 3 practice instrument 

approaches. During climb out at 2,000 feet 

between 110 and 120 knots following another 

by Doug Leet
April Was a Bad Month
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that is harmless because you can simply skip 

over those article if the subject matter is not 

interesting to you. No harm, no foul.

The magazine will grow to match the needs 

of the organization in whatever form it takes. 

Articles will provide information, entertain-

ment and education relevant to pilots fl ying 

any pressurized single engine aircraft. But 

the magazine will also continue to give read-

ers articles narrowly geared to aircraft type, 

such as the columns on the Mirage, JetProp, 

Meridian, TBM 700 and PC-12. 

Piper Hangs Tough
Piper announced prior to the convention 

that an investor, American Capital Strategies 

(ACS), purchased the company’s $75 million 

secured bank debt. Piper officials said that 

this will help stabilize the company, and help 

Piper move forward in a slow economy. The 

deal also means greater stability for Piper’s 

remaining 700 employees, who have seen 

several rounds of lay-offs in recent times.

“The exceptional leadership of the New Piper 

management team, the company’s strong 

dealer network and its dedicated and skilled 

work force were major factors in deciding to 

invest additional capital in the company,” said 

Gordon O’Brien, senior vice president and man-

aging director of ACS, as quoted in Aviation 

Week. (Editor’s note: yeah, like he would talk 

to me personally—of course I stole the quote 

from the big boys). “We have watched Chuck 

Suma and his team rebuild New Piper into an 

innovative leader in general aviation, despite 

what has been a particularly tough economic 

climate. We think New Piper is now poised to 

become even stronger as the economy, and 

general aviation, in particular—rebounds.” 

Suma confirmed that Piper will continue its 

“factory of the future” initiative to modernize 

facilities and make production more effi cient. 

Garmin, Avidyne and others have been work-

ing closely with Piper to develop integrated 

avionics systems, and we are told that these 

are close to certifi cation. We’ll keep a close eye 

on developments. 

Adam Aircraft Again
Speaking of Centennial Airport and aircraft 

other than the PA-46 (notice the smooth 

segue), the Adam A700 made its maiden 

flight there on July 28, 2003, powered by 

Williams International FJ33 turbine engines. 

This marks the first flight of a light jet with 

production engines. Each engine, a descen-

dant of the well-proven FJ44, is rated at 1,200 

pounds of thrust, according to Gregg Williams, 

president of Williams International. Pilot Glen 

Maben reported, “The A700 handled very well. 

Stability was excellent and the fl ight controls 

were very responsive and predictable.” The 

A700 is a follow-on program to the Adam 

A500 piston in-line twin. The A700 body is 

about 30 inches longer, and has a full-width 

aft lavatory. The A700 features the Avidyne 

Entegra flight deck, with three large glass 

panel displays. The cabin is spacious, featuring 

either 6 or 8 seats. The service ceiling is said to 

be 41,000 feet, and a top speed of 340 knots 

is predicted. Range will be approximately 

1500 nm with 330 gallons of fuel. “We are very 

pleased with the rapid progress of our A700 

jet program” said Rick Adam. “It is our goal to 

be the fi rst to market in the light jet category.” 

Since the test aircraft are fl ying with the FJ33 

engines that are scheduled to be certifi ed by 

the FAA by the end of this year, Rick Adam says 

that “this takes a lot of risk factors out of our 

program.” The A700 is expected to be priced 

at just under $2 million, with first customer 

deliveries planned for late 2004. Too bad they 

were not represented at the convention.

Pilatus Delivers 400
Pilatus announced the delivery of the 400th 

PC-12 during a celebration at the factory’s 

U.S. headquarters in Broomfield, Colorado. 

David Domenico, President of Aviation Sales, 

Inc., Pilatus’s top dealer in 2002, presented 

the keys to Neil Kornswiet of Irvine, California, 

marking the milestone PC-12 delivery.

“We are very pleased to reach this milestone for 

the PC-12,” said Thomas Bosshard, CEO of Pila-

tus Business Aircraft Ltd. “PC-12s are renown 

for their quality, versatility, dependability, and 

they have earned their reputation through 

demonstrated performance.” Forbes.com re-

cently ranked it “Best Turboprop” and Pilatus 

was rated number one in product support in 

Professional Pilot magazine’s 2002 survey. The 

PC-12 fleet has logged more than 600,000 

hours operating in all parts of the world.

practice instrument approach, he noted a 

large bird fly past the windshield. He then 

felt an impact but there was no discrepancy 

with the flight controls. As the flight lesson 

was nearly complete, the fl ight proceeded to 

the departure airport where the airplane was 

landed uneventfully. The airplane was secured, 

then visually inspected, revealing a dent in the 

leading edge of the left horizontal stabilizer. 

He remained overnight at the airport, then 

departed the following day for an airport 

located along the east coast of Florida. The 

pilot reported the occurrence to the NTSB on 

May 27, 2003.

Preliminary examination of the airplane re-

vealed the leading edge of the left horizontal 

stabilizer was crushed up near left butt line 

38.177. Inspection revealed that canted frame 

assembly (p/n 84246-800), located at fuselage 

station 311.382, was torn adjacent to the for-

ward attach bolt of the left horizontal stabilizer. 

Additionally, an angle (p/n 84218-2), which 

is riveted to and part of the canted frame 

assembly exhibited a section missing below 

and outboard of the forward attach bolt of the 

left horizontal stabilizer. Evidence of displace-

ment between the forward attach bolt of the 

left horizontal stabilizer and the canted frame 

assembly was noted.

Changing of the Guard
At the St. Augustine convention, I moved into 

the position of president of MMOPA. Richard 

Bynum is now past president, which I am sure 

he views as a move up, and fortunately for us, 

he remains on the Board. Richard has done 

a tremendous job, continuing the fine tradi-

tion of past presidents, and the organization 

owes Richard a great debt of gratitude for his 

services and leadership. I will consult with 

Richard and other former presidents during my 

tenure and use their wisdom and experience as 

valuable resources. I will continue the tradition 

started by Richard, and will be communicating 

with you through the Note from the President 

in this magazine. Dr. James Yankaskas will take 

over to become the author of Aviation News. 

I have decided to continue as Ombudsman, 

unless the task becomes too cumbersome 

when combined with the position of president.
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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 certifi cate. 
Doug bought a 1964 Mooney M20E 
shortly thereafter and obtained 
his instrument ticket in 1980. The 
M20E was sold for an M20K(turbo), 
and fi nally the ultimate fl ying 
machine, his 1984 Malibu. Doug’s 
fl ying experiences expand across 
all of North America and into the 
Southern Caribbean.

by Doug Leet

Note from the President

Following a long string of excellent officers, 

I am currently taking offi ce as president of your 

organization. From this perch, I would like to 

offer my perspective on MMOPA, and how we 

can build on our past experience and consider-

able strengths to create an even brighter future.

I owned my Malibu in the dark days of 1989. 

In that memorable year, I remember receiving 

the letter from Stuart Millar (Piper CEO) asking 

me to ground my airplane. Within a few days, I 

received a letter from the FAA severely restrict-

ing the airplane to VFR only. 

MMOPA was organized by early leaders to get 

the airplane back in the air. Sy Weiner, a retired 

radiologist, was the fi rst president and a great 

leader who guided the organization beyond its 

original goal. Mark Swatek was president when 

I joined the Board, and his legacy includes an 

improved academic program, among a host 

of other achievements. I was in awe of Mark 

because he seemed to know everyone in the 

community. Dr James Yankaskas (academic 

chair) was also added to the Board at the time 

I joined.

The next President was Richard Bynum. Richard 

has expanded the Board membership by add-

ing three new members, Lewis Donzis, Larry 

Johnson and our editor Jeff Schweitzer. With 

Jeff’s help, the magazine has taken its present 

form. Upgrading the magazine was not a slam 

dunk decision, and Richard took considerable 

risk shifting the fi nancial responsibilities back 

to the publisher. Initially, we had a signifi cant 

financial drain publishing the magazine 

during the transition. That ended last year, and 

the magazine is now published at no cost to 

the organization. Other accomplishments under 

Richard’s careful guidance include improved 

relations with the manufacturers (Piper and 

Lycoming) and the creation of the Ombudsman 

program. Most recently, the organization has 

been exploring an expansion to include other 

pressurized single engine planes. Richard has 

seen as many challenges as any past president, 

particularly with the seemingly unending series 

of service bulletins concerning the Lycoming 

engine. But Richard persevered, stayed calm 

and helped us all fi nd practical solutions to our 

vexing problems.

My vision for MMOPA includes, fi rst, continuing 

the good work and programs started by previ-

ous presidents. I hope to continue expanding 

the safety and education programs. I view this 

as critical to our mission, because the common 

denominator across all makes and models is the 

pilot. Even a quick review of the NTSB fi les will 

show that most accidents are caused, or severely 

worsened, by the pilot. Pilots pushing big iron 

know that recurrent pilot training is essential 

to avoid mishaps. The Malibu & Mirage Safety 

and Training Foundation (M&MTSF) needs to be 

supported and fully used by the membership. 

The web site is a wonderful tool, allowing our 

members to learn and communicate about 

safety and maintenance issues. The Ombudsman 

program continues to enhance constructive 

owner relationships with key manufacturers.

Our members need to be encouraged to 

facilitate feedback and suggestions. I hope 

to identify and recruit member volunteers with 

specifi c interests, skills and leadership, qualities 

needed to continue our progress and help 

make MMOPA even better two years hence.
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Trey has been a professional pilot since 
1971. During the fi rst sixteen years, Trey 
saw duty as an instructor, charter and 
then corporate pilot fl ying a variety of 
aircraft, including the Cessna 310, 340, 
414, 421 and 425; Beach Baron and 
King Air and Cessna Citations. He left 
corporate life in 1987 when he joined 
the staff at FlightSafety San Antonio 
teaching in the Mooney, Merlin/Metro, 
TBM 700 and Cessna Citation 500 
Series aircraft. After retiring from FSI 
in 2001, he became the Executive 
Director of the Mooney Aircraft Pilots 
Association. In 2002, Trey and his wife 
Lela founded Flight Training Inc. in San 
Antonio, Texas and secured a contract 
to provide transition training for all 
the Mooney Airplane Company new 
aircraft deliveries. Later that same year, 
FTI branched out to include the TBM 
700, in which Trey has over 1800 hours 
teaching. Trey has more than 8000 
hours of fl ight time and holds an ATP 
with CE500 Type, a CFII and MEI ratings.

by Trey Hughes

TBM700 Insignts

Trey Hughes 

Sometime early in the last decade (1990 to be 

exact), I was sitting at my desk at FlightSafety 

International in San Antonio fi lling out training 

records, when I got a page from the operator. 

When I answered the call, I recognized the 

voice on the other end as that of a salesman for 

TBM North America (the predecessor to Socata 

Aircraft in the United States). The gentleman 

quickly got my attention with, “Hey Trey, did 

you know that you can not use reverse in snow 

and ice?” After digesting this for a moment 

I asked, “Well, why not?” “Because you can’t 

control the #@*^% airplane that’s why!”

In the Beginning …
Before I continue with this story, some back-

ground is required. I had recently returned 

from Tarbes, France and the Socata factory 

where the TBM 700 was under development. 

I had the opportunity to spend several weeks 

with the folks who designed, tested and built 

this magnificent turboprop. I developed the 

training program that would be used for 

transitioning new buyers taking delivery 

in the United States. During this time, I had 

the chance to fly many hours in production 

prototype #3 with Christian Briand, a Socata 

TBM 700 test pilot and factory training super-

visor. With Christian, I experienced the TBM’s 

entire fl ight envelope, including several hours 

in actual instrument time over south of France 

and above the Pyrenees mountains. We saw 

rain, wind, clouds and in-fl ight icing, just about 

everything except snow or ice on the runway. 

I was impressed with the “all weather” capa-

bilities of the TBM, and I was eager to highlight 

these features to the fortunate few who were 

scheduled for delivery later in 1990.

Fall in France, “Winter” in San Antonio
If you have an opportunity to visit France, 

make a side trip to Tarbes. Fall is probably the 

best time to go. I was fortunate to be in France 

in September 1989, and have fond memories 

of my time there. But I enjoyed the fact that 

I missed winter in Tarbes. Instead, I spent the 

remainder of that year and early 1990 working 

with the sales and support staff in the States. 

They too were transitioning into the TBM 700 

and were just initiating sales and demo fl ying. 

During training, we thoroughly discussed all 

the factory-recommendations to operate the 

TBM safely in less than benign weather. How-

ever, all the training was done in San Antonio, 

which was the sales and service headquarters 

for the TBM organization during the early 

days. We therefore did not get the full effect 

of true winter weather like one would encoun-

ter in more northern areas of the States. We 

discussed the use of the anti-ice/de-ice boots, 

electric prop, windshield heat, pitot/stall heat 

and inertial separator as they pertained to in-

fl ight and ground operations, and even found 

some airframe icing conditions in the air above 

Texas during the winter of ’89. We just did not 

fi nd any snow, which is why I live in San Antonio 

in the fi rst place.

Cross Training
During initial classroom training, my experi-

ence in the TBM 700 was limited at that time 

to a total of some 25 flight hours gathered 

during my visit to France. But I did have a few 

hundred hours in King Airs and Conquests, so 

I applied my knowledge of similar turboprops 

to supplement any lack of practical experience. 

This worked for much of the systems operation 

issues, and also for most of the flight opera-

tional tasks as well.

The Elements and The Elements of Training

BETA
Of course we talked at length about controlling 

the airplane on the ground with the propeller. 

Because almost all of the initial deliveries were 

to pilots with only piston experience, the use 

of BETA (a reversing propeller) was new terri-

tory, and the subject of much discussion. The 

advantages of using the prop to control speed 

during roll-out after landing to save wear on 

the wheel brakes was thoroughly covered. 

How the propeller could be used to drastically 

shorten the total landing distance was eye 

opening to many of the early trainees, includ-

ing the factory sales force who all came from 

the piston airplane world.

Slippery Stuff
So, now back to the telephone call. Scott (last 

name withheld to protect the guilty) had been 

on a 5-day demo tour in the northeast U.S. 

with his boss, the VP of Sales. The month was 

February, and winter had not yet given up its 

hold in the north. Scott finally had a chance 

to see the TBM handle ice and snow on the 

ground. He had flown through winter mix 

often enough, but he had not yet landed on or 

in the stuff. He was in for a surprise.

As I listened with great interest, Scott told me 

they were inbound to a small county airport 

in Pennsylvania to meet a prospect the next 

morning. The weather at this uncontrolled 

airport was MVFR with light snow and tem-

peratures hovering at freezing. Snow had 

been falling intermittently for the past hour, 

and several inches had accumulated on the 

runway. In addition, since the temperatures 

had been below freezing the night before 

and light precipitation had been falling all 

evening, a thin layer of ice was lurking beneath 

the snow on the ramp and taxiway. On an omi-

nous note, this was not considered a primary 

airport, so the county snow crews had not yet 

plowed the runway when our TBM approached 

for landing.

White Out
Those of you who operate TBMs in the frozen 

north already know where this is going, but for 

our still new-to-winter pilots in the TBM, things 

were about to get interesting. Scott, who was 

flying left seat, had previously noted that he 

cont. page 22 
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Mary has been a pilot for over twenty-fi ve 
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 
certifi cates, 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.

Malibu Trivia Q & A

Mary Bryant 

Temporary fl ight restrictions (TFR’s) have been 

a growing phenomenon since September 11th 

and are likely to be with us for some time. 

The FAA has been unforgiving of any transgres-

sions by unsuspecting pilots. Even when fl ying 

IFR, you must be aware of TFR boundaries 

because you, as PIC, are ultimately responsible 

for any incursions. You must also be aware of 

other changes to operating procedures that 

have been established since September 11th, 

and the rights, or lack thereof, that pilots now 

have. Interestingly, birds seem to ignore these 

rules with impunity, and the result is some-

times a nasty midair. I recently experienced 

close encounters with a bird, and that raised 

a host of questions, some of which are un-

printable. Those that can be are posed below, 

following a few TFR brain teasers.

QUESTIONS

    1.  Information regarding TFR’s can be 
obtained by checking:

        a. ATIS

        b. Notams

        c. HIWAS

        d. Pireps

        e. both a. & b.

    8.  Besides an accident, which of the 
following items requires reporting 
to the NTSB?

        a.  fl ight control system malfunction 

or failure

        b.  inability of a required crew member 

to perform his/her normal fl ight 

duties due to injury or illness

        c.  failure of structural components 

of a turbine engine

        d. in-fl ight fi re

        e. mid-air collision

        f.  damage to property exceeding 

$25,000 other than other aircraft

        g.  overdue aircraft believed to have 

been involved in an accident

    9.  What is the time period in which 
an NTSB report of the above must 
be made?

        a. immediately

        b. within 3 days

        c. within 5 days

        d. within 10 days

        e. within 30 days

  10.  The FAA requests that bird strike 
evidence (feathers and other material) 
be submitted to the Smithsonian 
Institute in a zip lock bag. 

        a. true

        b. false

        c. you’ve got to be kidding

  11.  According to the NTSB, which of 
the following meet the defi nition 
of substantial damage?

        a. adversely affects structural strength 

        b. adversely affects performance

        c. adversely affects fl ight characteristics

        d.  would normally require major repair 

of replacement of component

        e. dented skin

        f. ground damage to propeller blades

        g. ground damage to wingtips

        h. bruised ego

Airspace, Birds and You

    2. Notice of TFR’s must be published:

        a.  no standardized prior notice 

period required

        b. 24 hours in advance

        c. 48 hours in advance

        d. 7 days in advance

    3.  Presidential TFR’s, established 
when the President is visiting 
an area, are typically:

        a. 5 miles in diameter

        b. 10 miles in diameter

        c. 30 miles in diameter

        d. 60 miles in diameter

    4.  Violators of TFR’s will be:
        a. intercepted and forced to land

        b. given a warning and released

        c. subject to pilot certifi cate suspension

        d. charged with criminal misconduct

    5.  Under the Homeland Security Act, a 
pilots’ certifi cate can be suspended:

        a.  upon presentation of evidence that 

the pilot has aided terrorist activities

        b. for any reason

        c.  without providing any evidence 

when charged with aiding 

terrorist activities

        d.  only after an appeal by the pilot in 

which all evidence is reviewed by an 

impartial third party

I recently encountered a bird strike 
and learned some interesting things of 
which I had previously been unaware. 

    6. Bird strikes must be reported:

        a. on FAA’s Bird Strike Form 5200-7

        b. to the NTSB

        c.  as a Pirep to the nearest fl ight 

service station

        d. all of the above

        e. need not be reported

    7.  Which of the following constitutes 
an accident which must be reported 
to NTSB?

        a. a person suffers death

        b. a person suffers serious injury

        c.  an aircraft receives 

substantial damage

        d. occurs in fl ight 

        e. occurs on the ground

by Mary Bryant
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Now here are some miscellanea. 
Thinking about requesting a vanity 
“N” number including your initials? 
Consider the following.

  12.  Assuming it is not registered to 
someone else, Ivan Owens, an aircraft 
owner, may request and be assigned 
a registration number with two 
numbers and the fi rst initial of his 
fi rst and last names.

        a. true

        b. false

  13.  Which of the following combinations 
may be used as “N” numbers on US 
registered aircraft?

        a.  up to 5 symbols in addition to the 

prefi x letter “N”

        b. symbols may all be numbers

        c. symbols may all be letters

        d.  1 – 4 numbers and a suffi x letter 

may be used

        e.  1 – 3 numbers and 2 suffi x letters 

may be used

  14.   The FAA recently announced that 
it plans to begin replacing current 
paper pilot certifi cates with plastic 
credit-card-sized certifi cates incorpo-
rating security features. Which of the 
following are true?

        a.  the new certifi cates will be issued 

for new ratings

        b.  the new certifi cates will be issued 

for replacements for lost or 

damaged certifi cates

        c.  any pilot may request the new 

certifi cate to replace his/her 

current certifi cate

        d.  all pilots must replace their existing 

certifi cates with the new plastic 

certifi cate by the end of 2004

        e. all of the above are true

        f.  a. – c. are true

ANSWERS
    1. b.

    2. a.  There is currently no standardized 

prior notice period and TFR’s are 

sometimes issued on very short 

notice. It is strongly advised that 

pilots obtain a briefi ng and check 

notams before every fl ight.

    3. d.  In addition to little notice, presiden-

tial TFR’s appear to be unreasonably 

large. Ya’all be careful out there! 

P-49 around Crawford, Texas, 

expands inconveniently into 

several major airways, rendering 

them useless, and do not even think 

about trying to go direct without 

knowing the boundaries.

    4. a.  But interception may be the least 

of your problems. Again, the FAA has 

been unforgiving of transgressions 

into special use airspace. Inadvertent 

incursions into the Washington 

ADIZ have been penalized especially 

hard, with certifi cate suspensions 

a common outcome.

cont. page 66 
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CONTINUED FROM PAGE 17 TBM700 INSIGHTS

had plenty of distance available for landing, 

with a runway length of just over 4000 feet. 

In spite of this, he decided to show his skill 

at accuracy landings by putting the big turbo-

prop down on the numbers. Good move, as it 

turns out.

As the mains touched, he deftly lifted the guard 

and pulled the power lever back into BETA and 

then full reverse, as instructed. Suddenly the 

world ahead disappeared! As a cloud of white 

suddenly enveloped the cockpit, a voice from 

the right seat could be heard above the roar of 

the Pratt and the pounding of Scott’s heart. “You 

better get this thing slowed down!” came the 

voice from the VP of Sales. “I’m trying” said Scott 

who suddenly realized that his instantaneous 

encounter with IFR was caused by the propeller 

showering the TBM with snow from the runway. 

So, back over the gate went the power lever and 

the runway ahead just as suddenly reappeared. 

Only not right in front of the spinner. They were 

half way to the left edge and getting closer. 

“You better get this thing slowed down!” came 

the voice from the right seat again, so back over 

the gate went the power lever. You guessed it … 

the airplane was engulfed in snow as a white-

out condition obliterated the runway ahead yet 

again. Back to flight idle and the runway was 

back, only this time the plane was nearly all the 

way to the left edge.

Close Encounter: Lesson One
Fortunately, with the rolling resistance of 

the snow and the twice liberal use of reverse 

thrust, our somewhat excited aviators found 

themselves almost at taxi speed and were able 

to bring the TBM to a stop on the remaining 

runway with the wheel brakes alone.

So there I sat, warm and comfortable in San 

Antonio while I mulled over this turn of events, 

trying to reason why so much unexpected hap-

pened in such a short time. The hapless pilots 

were the victim of two different but somewhat 

related dynamics. The white-out was created 

by airfl ow from the reverse propeller blowing 

surface snow up and back. Quite understand-

able from my offi ce now, but not something I 

had experienced in the King Air or Conquest 

with the engines mounted on either side of 

the cockpit. In twin turbines, with the reverse 

airfl ow going back across the nacelle and wing, 

the cockpit visibility in snow was unaffected. 

Not so when the prop is up front and center. 

Lesson one learned!

Lesson Two
As to the sudden and aggressive drift to the left 

on landing, well the same torque and P-factor 

that makes the airplane turn off course on 

takeoff will have a similar effect on landing 

with power application, as in the use of full 

reverse. If there is not enough friction for the 

nose wheel or the brakes to steer, the TBM will 

attempt to go grazing off the runway if you 

apply a healthy dose of reverse thrust. Lesson 

two is learned as well! Of course I learned these 

lessons from the comfort of my office. I still 

had an agitated pilot on the phone wanting to 

know what the #$&*@ had happened. Oh well. 

At least I was able to prepare the next transi-

tioning pilots to operate a center-line thrust, 

single turboprop airplane with snow and ice 

on the runway.

“Scott, don’t use reverse when there is snow 

and ice on the runway, ok? Just use BETA until 

you are slowed enough for the steering or 

brakes to work. Or, better yet, go somewhere 

warmer. Thanks for calling, bye.”

AIRCRAFT TRAINING SERVICES, LLC.

Tom Deutsch CertiÞ ed Flight Instructor since 1972 (31 years)
Owner/Instructor Over 15 years ß ying and teaching in PA-46 s

Email: deutscht@rhwhotels.com Address: 24308 West 79th St., Shawnee, KS 66227

MALIBU, MIRAGE & MERIDAN
TRAINING

Insurance Approved

INITIAL & REFRESHER COURSES 

(913) 441-7820 
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by Bill Prymak

The First Malibu 
to Oshkosh

Griswold’s Baby
In my subsequent visits to VRB for Malibu 

schooling, I got to know Jim Griswold pretty 

well. In fact, he came out to Colorado with me 

on my maiden voyage, and together with Mike 

Smith, the speed merchant for Bonanzas, we 

flew to Canada for three days of fishing and 

countless hours of hangar talk. Most memora-

bly, we talked about the challe nges of breaking 

the mold of archaic airplane designs that had 

stifl ed the aviation industry for so many years. I 

learned in those three days with Jim more about 

the Malibu than five years of schooling could 

have ever taught me. That man stands tall.

Scary Paint
Refusing to have my bird cloned with the 

same mundane trim paint confi guration I had 

seen on previous aircraft, I decided to design 

my own striping. I had directed the factory to 

paint the entire airplane base-coat white only. 

No doubt the plane was ugly, looking every 

bit like a gooney bird who had lost all of its 

feathers. On delivery day, June 4, 1984, the 

entire entourage of Piper brass came out to 

the delivery line. Max Bleck, then President, 

shook his head and barked, “Bill, you can’t 

take this airplane and fly away with it in this 

condition. What do you intend to do with the 

paint scheme?” The crowd fell silent, waiting for 

my answer.

Without missing a beat, I shouted, “I’m gonna 

paint in big bold capital letters across the top: 

WHITE CASTLE HAMBURGERS ... 19 CENTS.” 

Faces dropped, gasps were heard, everybody 

was stunned. A few tense moments passed 

Bill Prymak

“Oshkosh Tower, Malibu 589Echo, 20 miles west 

inbound with OSCAR”

“Malibu 89Echo, cleared straight in Runway niner 

... yes sir, we’ve been expecting you ... land long, 

taxi on the runway to the end where an escort will 

take you to your pad” ...

Thus began memorable five-day sojourn into 

an aviation world impatiently awaiting the 

first glimpse of the brand new Piper Malibu, 

never before seen by the public, and heavily 

trumpeted by Piper and the aviation press 

as the answer to the renaissance of general 

aviation. Sitting right seat was my son John, a 

fl edging pilot, who was enjoying every minute 

of the event. 

Wingless Wonder
That exciting approach to Oshkosh in July 

1984 had a long history prior to turning fi nal. In 

September 1983, my wife and I were returning 

from the Bahamas, when we stopped at Sun 

Aviation at Vero Beach to fi x an autopilot prob-

lem before heading back to Denver. “Go take a 

walk over to Piper and see the mockup of their 

new snazzy airplane,” said Gary Picou, radio 

guru. And that we did.

At first glance, the aircraft certainly did not 

look impressive. At this point, all we saw was a 

dull gray shell of a fuselage, with no wings, no 

tail, and no engine. This was Madison Avenue’s 

worst nightmare. We were invited to step in, 

and we contorted our way into the two seats up 

front, while we faced a fake instrument panel, 

windshield, and nothing more. 

Magic Moment
We sat down, and then something magical 

happened. After 22 years and over 2500 hours 

of claustrophobic confinement in Navions 

and Beech Bonanzas, we suddenly felt a new 

freedom. We had wiggle room! We could 

stretch. I remember staring ahead and whisper-

ing to my wife, “this is our next airplane”.

until I whipped out my proposed trim scheme 

and placated the crowd. For a single precious 

moment or two, the folks at Piper actually be-

lieved I was going into the hamburger business.

Oshkosh Plea
Early that July, I received a call from Dean Thomas, 

National Sales Manager, pleading an urgent 

request, with the following dialogue:

“Bill, Oshkosh is coming up at the end of the 

month, and we need you there: we have no other 

Malibu available.”

“Sorry Dean, I have prior commitments for 

that period.”

“Bill, we’ll furnish you with room and board ... the 

whole works.”

“Sorry, can’t do it.”

“Bill, all expenses paid. Make out the expense ac-

count any way you wish ... no questions asked ... 

we need you.”

“Sorry, still can’t make it.”

“We’ll even throw in some dancing girls 

for you.”

“What day do you want me there?”

Lindbergh for a Day
Now, back to the approach to Oshkosh: Tower 

rerouted slower traffic ahead, enabling me to 

maintain normal approach speed,. As I looked 

ahead a sea of humanity lined both sides of 

the runway. Please God do not let me forget to 

cont. page 52
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the same information as that seen on the con-

troller’s screen. The distances and bearings to 

other aircraft are much more accurate than 

TCAD. The system also features an automatic 

Traffic Advisory (TA) alert when the intruder 

aircraft approaches your aircraft on a course 

that will intercept your course within 34 

seconds. The course intercept boundaries are 

defined by a 0.5 nm horizontal radius and a 

relative altitude of +/- 500'. The radar site must 

be equipped to send out the data. At the 

present time nearly all busy terminal areas 

offer the service, and the government is com-

mitted to eventually upgrading all radar sites.

Garmin uses Echo Flight for data delivery. This 

is an up/down link system using Orbcomm’s 

constellation of 35 low-earth-orbit satellites. 

Operating at VHF frequencies right above 

the aircraft band, these satellites allow for a 

data rate of 4800 bps. Downloaded products 

include Nexrad data, graphical and text-based 

METAR data, graphical temperature/dew 

point data and graphical wind data. The uplink 

feature allows position reporting that sends an 

e-mail to an address predetermined by you. 

Weather Request
You can request weather information at your 

current position, or you can look ahead along 

your current route, along your fl ight plan or at 

any waypoint. The Nexrad weather is delivered 

using one of three colors (green, yellow, red) 

for reflective intensity painted in 2 km to 12 

km squares. The data packets are all about the 

same size of 1 kb, so the less data you request 

the smaller the squares and the better the 

resolution. The provider claims to have recently 

improved data compression by 30% allowing 

for more data to be packed into their 1 kb 

packet. For example, you can request a radius 

from 50 to 250 miles from your present posi-

tion. Selecting the 50 nm range will give you 

the best resolution.

Plan for Plans Ahead
To acquire Echo Flight weather on the Garmin 

GNS 430 or 530 requires a Garmin GDL 49 data 

link receiver that is mounted out of sight in the 

aircraft. The cost is in the $5,000 range. Echo 

Flight’s data service offers three plans: plan 1 

costs $9.95/month, plus $1 per each in-fl ight 

message; plan 2 comes at a price of $27.95/

month, including 3 free in-fl ight messages per 

hour, with each additional messages costing 

$1; and plan 3 costs $49.95/month for unlim-

ited in-fl ight messages.

by Robert Conrad

Views from a JetProp
Satellite Weather and TIS

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 de vel op ing and 
maintaining web pages for charities 
and fl ying for AirLifeLineMidwest.

Bob graduated from the University of 
Detroit in 1962 with a degree in Electrical 
En gi neer ing. 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 re tire ment 
and turn the business over to his children 
and employees.

You can visit his web site at: 
www.turbopropsingles.org

The Garmin can be programmed for automatic 

downloads. The $27.95 plan looks attractive 

if you select an automatic download every 

20 minutes or, if you prefer, every 30 minutes, 

which would give you one extra free manual 

download an hour for any service.

Noisy Slow Mo
Echo Flight has been plagued with slow 

response times. They claim that this is not a 

problem with automatic downloads since the 

request sits in their server. I have experienced 

download times ranging from 3 to 20 min-

utes. At the end of July, Echo Flight notified 

customers by e-mail that the system was 

experiencing slow response times and that 

technicians were trying to determine the cause. 

Since then, neahe GDL 49. Noise generated by 

the aircraft (ignition, strobes, and alternators, for 

example) can interfere with the receiver. Echo 

Flight has found a direct replacement for the 

receiver found in the GDL 49, the “Quake Com-

municator”, that improves the signal by 6 db. 

The incremental improvement makes the 

difference between a noisy signal obscuring 

a largely unintelligible voice to one where 

the voice is easily understood over just a little 

noise. Apparently, replacing the Garmin Com-

municator with the Quake Communicator 

could solve enough problems to make the 

Echo Flight system reliable.

Big Advantage
In spite of the receiver issue, Echo Flight is truly 

an integral part of the Garmin 400 and 500 

series GPS, yielding a big advantage to users. 

Several stand alone systems offer more 

features, but these lack the convenience of 

integration. But if you want more features, 

Echo Flight itself, in fact, offers a stand alone 

systems called Flight Cheetah and EchoMap, 

with a great display that can fit on the yoke. 

The system offers VFR mapping, terrain alert, 

obstacle alert, wind speed and direction, 

graphical METAR reports, fog alert, approach 

overlays, digital charts, excessive roll rate and 

altitude change alert, electronic solid state 

attitude indicator and E-Sat imagery. This stand 

alone unit is impressive, and the data service 

plans mentioned above include current Navaid 

data and NOAA approach plates, with up-

dates mailed on a CD directly to you every 56 

days. The whole system costs less than the 

Garmin GDL 49.

Giving Up the Ghost
I was recently forced to upgrade my avionics 

when my North Star M3 went to that great 

panel in the sky, or perhaps to a place more 

sinister. In fact, I am not sure of its fi nal destina-

tion after all the hell the old unit raised with 

me on its departure.

I had been holding off on an upgrade because 

of the many avionics bells and whistles just 

now becoming available for the cockpit. But 

I could wait no longer. With the future upon 

me, I decided to upgrade to the Garmin GNS 

530 GPS and the GTX 330 Mode S Transponder 

with TIS (traffic information system). My old 

Stormscope™ was not compatible with the 

GNS 530, so I replaced the original with a 

Goodrich WX-500.

New Stuff
A single pair of wires between the GTX 330 

and the GNS 530 activates the TIS system. The 

real attraction is that GNS 530 displays exactly 
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cont. 

Other Fish in the Sea
Other data services available are WSI and XM 

Radio’s Satellite data linked weather. Both 

services are continuous data broadcast down-

links, and both run $49.95/month. Garmin 

is using XM in their new G1000 line. The XM 

service is offering many additional features 

not found elsewhere. Their primary offerings 

have been to the broadcast industry. Some 

of the broadcast products spill over nicely 

into the aviation world. Examples are SCIT, 

(storm cell identifi cation and tracking), which 

provides in-depth information about strong 

storm activity: arrows project the storm’s path 

over the next 15 minutes. Also included are 

lightening strikes, winds aloft, AIRMETS and 

SIGMETS, graphical echo tops (tracks vertical 

development of a storm up to 70,000 feet in 

5,000 increments) and METARS. Since XM is the 

new kid on the aviation block, much develop-

ment remains to be done to integrate their 

products into the boxes on our panels. That 

being said, the company is moving fast. 

Looking Good
A few other stand alone units are available 

that look really good. Nav Air and Wx Worx 

On Wings stand out the most. The Wx Worx On 

Wings unit appears to be the most promising, 

and is loaded with features that would get any 

pilot excited. Most pilots are concerned about 

being able to see the display in sunlight. The 

real concern turns out to be the ability to dim 

enough at night. 

The NavAero T-Pad 800 is a tactical pilot 

awareness display that addresses this problem 

and others. It straps on the leg and uses an 

onscreen touch keyboard. No need to have 

your PC readily available and no distraction 

trying to use a mouse or pad. It plugs into the 

PC USB port.

Shake Out
So how is all this going to shake out? It looks 

to me that XM will ultimately dominate 

the industry. At present they are offering the 

largest platter of aviation data services. Their 

delivery is hands down the best. They have 

two geostationary satellites with high power 

transmitters designed to play music in cars 

near high buildings and receivers in homes. 

Coverage should not be a problem. The high 

frequency dish antennas are not susceptible 

Turning for vectors into Cuyahoga County Airport along lake Erie. 
We went through light rain on fi nal.

Nexrad download in the “look ahead” mode. A picture is worth 
a thousand words. Note that the weather is 18 minutes old.

Instrument Settings:

Picture looking out the 
left window after making 
the turn at DJB. Notice 
the near clouds, a break 
and then the far clouds 
and how it correlates with 
the Nexrad download.
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(continued)

Views from a JetProp

to noise as are the low frequency systems. This 

industry clearly needs more time to develop. In 

the meantime, you can get an interim system 

that is a little clumsy, but very effective and 

surprisingly inexpensive.

Check It Out
Most of the products mentioned have 

good web sites. Explore. Web Sites to 

check out include:

www.navaero.com

www.wxworx.com

www.airgator.com

www.XMWXWeather.com

www.echofl ight.com

www.adrsoft.com

www.wsi.com/solutions/aviation/infl ight

Traffi c 250 feet above climbing and moving left of my general direction. A TA alert 
will automatically switch to this page and fl ash on the intruding aircraft along with 
a verbal warning to get my immediate attention.

Elliott Aviation Building
Flying Cloud Airport (FCM)

13801 Pioneer Trail, Eden Prairie, MN  55347
www.rogeraviation.com

Roger Aviation Company

Call us toll-free   
888-943-2837

Roger Aviation offers a Þ rst-rate and insurance-approved curriculum for Malibu and 
Mirage owners that covers systems, avionics, emergency procedures and maintenance 
anomolies.  Our simulator experience is so real, it�s hard to believe you�re not actually in 
your own plane!  And, we offer Emergency Maneuver Training / EMT® in our beautifully 
restored T-34A!  Is your recurrent training date approaching? Call us.

EMT® is a registered trademark of Rich Stowell and CP Aviation, Inc.
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by Cody Ramsey

Turbine Times
Performance 101

Questions and Answers
Non-turbine pilots calling for information on 

turbine airplanes we have for sale tend to ask 

a common set of questions. The queries tend 

to be centered on the performance aspect of 

the turbine engines, and why turbines have 

so much horsepower available for takeoff, 

climb and cruise. The real underlying question 

concerns the “fl at rating” of the turbine engines, 

and what that means. Additionally, I encounter 

many performance questions such as the dif-

ference between indicated airspeed and true 

airspeed. While we have touched on these 

issues in previous articles, I will take this oppor-

tunity to delve into them in more detail.

Horsepower 
To begin explaining horsepower, we fi rst need 

to identify the engine under discussion. The 

burning more fuel. This same principle applies 

to piston engines as well. The answer for the 

piston engine is, of course, the turbocharger. 

Unfortunately, there is no turbocharger for 

turbine engines. 

Another Challenge
Because our non-fl at-rated engine loses avail-

able horsepower with altitude, another 

challenge arises when taking off at a field 

above sea level or on a hotter-than-standard 

day. In either case, less than 400HP is available. 

If the two variables are combined, like on a 

summer day in Denver, the problem com-

pounds, and could lead to an unsafe situation 

during takeoff or climb.

The Turbine Response
The answer for the turbine application is to use 

an engine capable of producing more horse-

power than is required for takeoff. This excess 

horsepower can be drawn upon in the event 

of a hotter-than-standard day, higher-than-sea 

level take-off altitude or even at high altitudes 

during cruise. This excess horsepower allows for 

the rated takeoff horsepower to be achieved 

even in adverse circumstances, and in many 

cases, that rated horsepower value can be main-

tained to the fl ight levels, allowing for faster and 

more effi cient travel.

This use of “excess horsepower” works well as a 

power strategy, as it requires only slightly more 

size, weight and fuel to produce dramatically 

more horsepower in a turbine engine. There 

is, of course, an equilibrium in terms of both 

fuel and cost. Pratt & Whitney, after all, charges 

for their engines based on horsepower, and 

more horsepower also means more fuel burn. 

Flat rating is a great solution, but does not 

give us a free lunch, and indeed practical 

constraints place a limit on engine size for a 

particular airframe.

Small is Not Beautiful
The benefits of flat rating become apparent 

when flying an aircraft not so endowed, or 

when sitting behind an engine boasting only 

a small fl at rating. The King Air C-90 comes to 

mind. In this aircraft, the PT6A-20/21 engines 

have a mechanical horsepower limit of 580 HP 

and a takeoff limit of 550 HP. This fl at rating is 

so small that on anything other than a standard 

day at sea level the pilot will notice the need 

for a few more ponies. The aircraft achieves its 

obvious choice is the Pratt & Whitney PT6A-

series turboprop engine, as this powerplant sits 

out in front of the Meridian, JetProp, TBM 700 

and the PC-12. This engine family covers most 

of “next step” airplanes for our readership. 

The PT6A engine is a normally aspirated, internal 

combustion engine that comes in various sizes 

and horsepower ratings specific to the appli-

cation. The important part for this discussion 

is the “normally aspirated” designation. This 

loosely means that the engine has the ability 

to produce maximum horsepower at sea level 

and tends to lose horsepower with altitude, 

much in the same way a normally aspirated 

piston engine would. However, turbine engines 

typically have the advantage of producing far 

more horsepower at sea level than is required, 

and as such, use only a portion of available 

horsepower for takeoff. This difference in horse-

power available vs horsepower used is called 

the “fl at rating”.

Flat Rating
We should start by discussing a turbine engine 

without a fl at rating to understand the concept. 

Assume you have a turbine engine that has a 

mechanical horsepower limit of 400 HP, which 

happens to equal the value allowed by an 

airframe manufacturer for takeoff. At sea level, 

on a standard day, the engine yields the full 400 

HP, but would immediately begin to lose horse-

power in the climb. 

Unfortunately, turbine engines burn copious 

amounts of fuel at lower altitudes. While the 

take-off is dramatic, fuel burn is huge at ten 

thousand feet or below. Staying low means 

short range. Thus, we begin to climb. But as the 

fuel burn declines, so does the available horse-

power. At about 18,000 feet, the turbine has 

lost about half of its horsepower. Even at this 

altitude, though, fuel burn is higher than accept-

able for good range (specifi c fuel consumption 

equals miles per pound of fuel used). So once 

again we climb. At 25,000 feet the engine now 

produces about 35% of its rated take-off horse-

power. As a result, the climb has been slow for 

the last 10,000 feet, and cruise speed has 

declined to the point where the savings in fuel 

is offset by the reduction in speed. In other 

words, with reduced power and lower fuel 

consumption, we need more time to make 

the trip, and we will ultimately burn the same 

amount of fuel as we would have at a lower 

altitude (say 18,000 feet) with more horsepower, 

Cody Ramsey

Cody, who has been fl ying 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 Embry-Riddle Aeronautical 
University and FlightSafety Inter-
national. While at FlightSafety, 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.

cont. on page 65
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Malibu Training by FlightSafety at Lakeland, Florida

in any aircraft is a 
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Richard Bynum opened the convention by welcoming a record audience to the 

sunny coast of Florida. Richard did not mention that this convention marks the end 

of his MMOPA presidency, but his light step and bright smile were good clues that we 

was leaving behind the responsibilities of that office. Fortunately for the organization, 

Richard is staying on as a Board member for another year. Equally to the benefi t of MMOPA, 

Richard is handing the reigns to Dr. Doug Leet, who brings to the offi ce a vast amount of 

aviation experience, and a long association with MMOPA. Dr. James Yankaskas agreed to 

assume the responsibilities of Vice President. We were, and now remain, in good hands.

Participation at the convention this year bordered on the spectacular. Over 460 registered 

guests, including a record number of vendors, quickly took command of the entire Renais-

sance World Golf Village Resort. Over 150 aircraft arrived at KSGJ for the event, enough 

to convert two of the airport’s three runways into a giant parking lot. Center controllers 

reported that their scopes looked like St. Augustine was under attack; with an endless stream 

of aircraft from all over the country descending on the city like a coordinated strike force.
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The only way for us to appreciate the number of airplanes here for the convention was to 

get up in the sky for an aerial view. Eurocopter was kind enough to volunteer the services of 

representative Mark McAfee, who quickly agreed to take up an EC120. While we are all tried 

and true fi xed wing pilots, most of us have at least a hidden desire to strap on a helicopter, 

and the EC120 brings out even the most latent interest. Made by the same folks who give 

us the TBM 700 (the EADS Group), the EC120 feels like a Malibu that happens to hover and 

take off vertically. Taking advantage of this opportunity was our own member and photog-

rapher Richard Rochfort, who is responsible for many of the photos you see in this issue. 

The morning session continued with a presentation by Jim Yankaskas, who reviewed the 

academic programs, which always have been and remain today the heart and soul of 

the convention. Last year the focus was on engine technology and management. This year 

the academic program was divided into four major sub-themes: User Benefi ts, Feature 

Presentations, Safety Reviews and Pilot-to-Pilot discussions. User Benefits included a 

review of tax planning, maintenance updates, airspace and safety concerns and new 

aircraft models. The latter was included to account for the expansion of our fl eet from 

the early days of pistons  only to the current variety of turbines, including the Meridian, 

JetProp, TBM 700 and PC-12. Feature programs included a presentation by astronaut Jay 

Apt, a review of safety fundamentals by Aviation Safety editor Ken Ibold, and a Hyman 

Lecture by our own Jim Yankaskas and Doug Leet, who wondered what happens when the 

PA-46 suddenly becomes a glider.

SPACE FLIGHT SPACE FLIGHT 

Jay Apt, a NASA astronaut, and veteran of four space shuttle fl ights and two space walks, 

gave a stirring presentation of the beauty, problems, and safety  improvements of the U.S. 

space program. Jay studied physics at Harvard and M.I.T., and analyzed some of the fi rst 

lunar material that was brought to earth by the Apollo 11 crew in 1969. He is a passion-

ate and expert photographer, and opened his program with a collection of spectacular 

views from space, including our St. Augustine convention site. He then selected accidents 

that spanned the development of manned space fl ight, and explained how each solution 

enhanced the safety of future missions. Three examples illustrate the breadth of these 

events. First, the Corona satellite photography project (with in-fl ight fi lm recovery) started 

in 1958. The fi rst 12 missions failed, largely due to instrument defi ciencies. Problem resolu-

tion led to 133 subsequent successes. Second, the Apollo 1 fi re that killed three astronauts 

during ground testing in January 1967 was due to new electrical equipment and the 

high-pressure (22 psi) pure oxygen environment. Later discussions with Soviet scientists 

revealed that Cosmonaut V. Bondarenko died in nearly identical circumstances 6 years 

earlier. Better international cooperation might have prevented those deaths. Third, some 

1998 Mars orbiter engineers used different force units (pound-seconds and Newton-

seconds) for navigation. The relatively minor resultant course errors were only analyzed 

after the catastrophic crash into the red planet. Earlier recognition of this error could have 

 ... high standards, constant vigilance,  ... high standards, constant vigilance, 

            and ever improving         and ever improving 

performance performance 
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        regardless of the mission. regardless of the mission. 
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saved this mission. Dr. Apt’s message was that high standards, constant vigilance, and ever 

improving performance are essential to safe fl ying, regardless of the mission. He responded 

to a lively question period before fl ying his vintage twin Beech 18 back to Pittsburgh, where 

he is a Distinguished Professor at Carnegie Mellon Institute. 

PIPER KEY NOTE: PIPER KEY NOTE: 

QUALITY POWERED 2003 QUALITY POWERED 2003 

Chuck Suma, President and CEO of The New Piper Aircraft, Inc., reported on the status 

of the company in the context of current world events. Global recession, the 9/11/2001 

terrorist attacks, and Textron/Lycoming engine problems created major barriers to growth. 

Signifi cant workforce layoffs were necessary in early 2003. Nevertheless, Piper is recover-

ing from these challenges. In July of this year, the company was acquired by American 

Capital Strategies Ltd., as Mr. Suma describes in his column. The deal restructures debt and 

provides both adequate working capital and long-term stability. The “Factory of the Future” 

concepts that started on the fi nal assembly line are being extended to the entire production 

process, and will be fully implemented by July 2005. This modern factory concept organizes 

workers, tools and parts into a highly efficient process that augments quality control, 

worker satisfaction and product quality. Piper is redefi ning their product lines, and Suma 

alluded to several new aircraft models under discussion. Perhaps Piper is stepping into the 

light jet market? We will all be watching closely.

RISK PROFILES RISK PROFILES 

Ken Ibold, an investigative journalist and editor of Aviation Safety, reviewed his extensive 

ongoing study of airplane accidents. He has found that each model has a different risk 

profi le correlated to specifi c interactions between mission, machine and pilot. 

Ken studied fi ve years of PA-46 accidents, and found a total of 50 in that period, with 19 

(40%) involving fatalities. In all, 46 people were killed. Ken indicated that the high fatality 

rate paradoxically illustrates that PA-46 pilots are doing a reasonable job of preventing 

minor accidents that pump up the non-fatal statistics of other aircraft types. The statistics 

refl ect the fact that pilots and insurance companies understand the need for profi ciency 

and quality training in complex aircraft like the PA-46.

Ken separated the various causes of accidents into four distinct categories: machinery, 

skills, information, and judgment. Machinery accounted for 12 of the accidents, with all but 

one apparently tied to poor maintenance. There were fi ve engine failures, or one per year, 

during the period studied. Information, primarily weather related, accounted for 6 accidents 

and judgment accounted for 12. Skills accounted for 16 accidents, or one-third of the total, 

with about 56% of these attributed to the approach and landing phase, and 44% to take-

offs and missed approaches. Ken believes that the high percentage of accidents in this 

category indicates the need to better emphasize stick and rudder skills in recurrent training.

                 The statistics refl ect the fact             The statistics refl ect the fact

         that pilots and insurance companies          that pilots and insurance companies 

            understand the need              understand the need  
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SUDDENLY QUIETSUDDENLY QUIET

The Fred B. Hyman Memorial Lecture is always highlight of the academic program, and 

this year was no exception. Jim Yankaskas and Doug Leet discussed IFR and VFR engine-

out procedures, and they presented an impressive body of substantial data to support 

their conclusions.

When your engine quits, you become a glider pilot. Only knowledge and skill will bring 

you safely to a runway. If an off-fi eld landing is inevitable, you at least want a controlled 

touch down from which you can walk away. Slow to best glide speed, turn to the near-

est suitable airport, troubleshoot, declare an emergency, and plan the plan the VFR or IFR 

approach. Managing potential energy (altitude), kinetic energy (airspeed) and drag gives 

you plenty of options for navigating to your selected landing site. You can add drag by 

taking advantage of easily reversible configuration changes (increasing or decreasing 

airspeed, fl attening prop pitch and slips) or less reversible means (gear and fl ap extension) 

to dissipate excess energy. Doug and Jim presented IFR and VFR approach strategies that 

they developed and tested (with simulated engine-out conditions) in their 1984 Malibu. 

With similar strategies and practice you should be able to do the same in your PA-46. When 

a runway is not within range, you should minimize deceleration forces by landing into the 

wind, deploying gear and full fl aps, impacting at about 1.1 Vso, and distributing the decel-

eration over a long distance. Above all, do not stall the airplane. Rather, fl y the airplane all 

the way to the ground under control. Details on the specifi cs of these techniques will be in 

a featured article in the next issue of this magazine. 

TLAS, TFRS AND WAAS TLAS, TFRS AND WAAS 

Aviation loves acronyms, and one TLA (three letter acronym) prominent today is the TFR, 

which now has a four letter cousin, WAAS. Starting with an overview of Temporary Flight 

Restrictions, Art Flior, formerly a National Weather Service chief pilot and currently an AOPA 

Air Safety Foundation consultant, presented a graphic overview of new restrictions and 

special use airspace. He focused on some notorious boundaries, including the Washington 

and New York ADIZs (Air Defense Identification Zones), Camp David, Maryland (P-40), 

Crawford, Texas (P-49), and Kennebunkport (P-67). In addition, Art noted that we must 

contend with mobile presidential TFRs, which bloat out to a 30 mile radius and extend to 

18,000 feet MSL. These areas are monitored continuously by airborne and satellite radar 

to snare the unsuspecting, and more than 1,500 violations were detected in a recent year. 

Violation leads to a mandatory pilot certifi cate revocation with no right of appeal, regard-

less of the circumstances. A $10,000 fi ne may add salt to the wound. The bottom line is that 

pilots must check Notams before every fl ight (presidential TFRs are not preannounced), 

and avoid all active TFRs by wide margins. The excitement of seeing an F-15 or F-16 at close 

range will not compensate for the damage done to your fl ying career.

Aviation loves Aviation loves acronyms ...acronyms ...

         When your engine quits,          When your engine quits, 

you become a glider pilot.you become a glider pilot. 

                Only knowledge and skill                Only knowledge and skill     

   will bring you safely to a runway.   will bring you safely to a runway.
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Following that sobering review, Art updated the group on the status of the GPS WAAS (Wide 

Area Augmentation System), which became operational on July 10, 2003. This system adds 

several ground stations and two geosynchronous orbit relay satellites to detect and correct 

transmission errors. When fully functional WAAS will improve GPS accuracy to 1.2 meters, 

in comparison to the current 30 to 100 meter accuracy when the signal is degraded by the 

selective availability function. This will permit LNAV/VNAV (lateral/vertical navigation) 

approaches to 350 feet DH (decision height) and LPV (Localizer Performance with Vertical 

navigation) approaches to 250 feet DH around the country. Several WAAS capable aircraft 

systems are available now, but some pundits advise waiting a few months or more for 

better and more cost-effective options. The Internet has numerous useful sites on the 

subject, including www.gps.faa.gov and www.navcen.uscg.gov. 

THE TAX MAN THE TAX MAN 

If you fl y a pressurized high performance airplane for business or pleasure, or in some 

combination of the two, you need tax advice, even if you were previously operating in 

a state of blissful ignorance. Such advice is necessary not only because the government 

has decided to make regulatory compliance an Orwellian nightmare, but also as a way to 

maximize any potential benefi t from ownership. Louis M. Meiners, Jr., president of Advocate 

Aircraft Taxation Company, and a pilot himself, gave an overview of major tax considerations 

in a format that was equally entertaining and informative. In only an hour, Louis managed 

to cover a huge range of material directly relevant to MMOPA members. He covered in 

detail: requirements to satisfy the IRS defi nition of legitimate business use; regulations 

concerning compensation for personal use of a business aircraft (without violating the 

FARs), depreciation schedules and special bonus depreciation allowances, special docu-

mentation requirements for business use of aircraft, selecting the right structure for aircraft 

ownership, passive activity rules, and special computational rules for new purchases. 

After this presentation, what was striking was how much most of us do not even know what 

we don’t know. Given the value of our aircraft, seeking qualified tax advice seems like a 

prudent step. The laws are arcane and Byzantine, and a simple mistake in structuring the 

ownership of your airplane, an inappropriate election on your tax return or inadequate 

documentation can make the difference of a small fortune. The fl ip side is that with a little 

planning, you can extract the most from your airplane by playing by the rules, before the IRS 

decides to glance at your business.

MAINTENANCE DETAILSMAINTENANCE DETAILS

Doug Leet moderated a panel of experts on maintenance items that apply to the entire 

fl eet. Windshield deicing hot plates for the earlier model PA-46 are still being repaired by 

Larry Simpson. For those with a non-repairable plate, hope is on the horizon. Skytech, in 
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cooperation with Piper, will be offering in the near future a rather expensive, but at least 

available, single-piece heated glass windshield. The Wilkinson Aircraft STC for the second 

vacuum pump was presented, as were options for engine mount repairs and replacements. 

Tim Kitzman from Skytech stressed having the exhaust system checked by your mechanic 

for leaks, particularly at the slip joints. Kevin Mead suggested checking the magnetos at 

regular intervals. Jeff Gover from Sun Aviation stressed changing your oil at 25 hours 

and the fi lter at least every 50 hours, and having the baffl es checked closely with each 

oil change. 

SECRET SOCIETY SECRET SOCIETY 

Concurrent meetings for Malibu, Mirage, Meridian, JetProp, TBM-700 and PC-12 owners were a 

new feature of this convention. Board members facilitated the 60-minute sessions, which 

covered model-specifi c operational and equipment topics. Attendance was restricted to 

owners and the respective manufacturers so that participants could speak freely without 

being distracted by the glare of public attention. The meetings were so successful that 

a loud request was made to repeat the program at the next convention and extend the 

allotted time. 

ADMIT IT: YOU WANT ONEADMIT IT: YOU WANT ONE

Meridian 

Piper Sales Manager Stan Riker reviewed the process used to design, build, and certify the 

Meridian. He emphasized structural changes that were made to produce what he termed 

“an acceptable airframe for a turboprop”: a strengthened tail with a larger stabilizer, a new 

cowling, and several wing modifi cations, among others.

The development process started with independent studies to determine market demand. 

With those data in hand, engineering studies on a preliminary design were completed 

to determine cost/volume relationships. At this early stage, return on investment (ROI), 

corporate fi t, and available funding had to be considered. When the numbers made sense, 

a decision was made to pursue the project. The FAA was informed and fi ve proof of concept 

aircraft were built. The rest is history. Congratulations to Piper, which sold another Meridian 

at the convention to a new member of the turbine family. 

JetProp 

Darwin Conrad, president of JetProp LLC, repeated his assertion that “JetProp is never 

satisfied with staying where we are. We always want to make a better product for our 

customers.” He then reviewed the latest improvements to the JetProp and summarized 

additional developments. The upgrade from the PT6A-34 to the PT6A-35 engine is complete. 

The PT6-35 increases cruise speed by 12 to 15 knots, and provides full climb power to a 

higher altitude. Other JetProp improvements include: a new maximum ramp gross weight 

up to 4518 pounds, fi nally to be STC’d early next year; addition of four bladder tanks to 

increase fuel capacity from 151 to 172 gallons; improved fan blades for better air condi-

tioning; an increase in Vmo from 172 to 180 knots, and a new certifi ed altitude, going from 

27,000 to 29,000 feet. 

      ... a strengthened tail       ... a strengthened tail 

           with a larger stabilizer,       with a larger stabilizer, 

    a new cowling, a new cowling, 

          and several wing modifi cations ...      and several wing modifi cations ...
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The MMOPA convention was also the arena that Darwin chose to announce for the fi rst time 

that JetProp is now offering the PT6A-21 for the PA-46 conversion. This engine has a long 

history of service, and millions of hours of safe operation on the venerable King Air and 

other prominent turboprops. The convention price for the conversion was $459,000, so the 

-21 offers pilots an opportunity to enter the turbine world at a reduced cost. The penalty 

comes in a reduced climb rate and cruise speed (about 245 – 250 knots), which is neverthe-

less still impressive.

TBM700 

Fifteen or so TBM 700 owners and several dealers met to organize the TBM Owners Group 

(TBMOG). A mission statement was discussed and will be modeled after MMOPA. The 

following day, Socata gave two presentations to owners and serious prospects to discuss 

enhancements of the C2 model, including an 816-pound increase in MTOW and a 500-

pound increase in useful load. There are now 256 TBM 700s worldwide, with 171 in the U.S. 

The fl eet has over 300,000 hours of total fl ight time. Also noted, the PT6 has accumulated 

over 300,000,000 hours, with one engine boasting over 60,000 hours.

Showing no signs of meeting fatigue, the TBMOG gathered later for more discussions. 

Hartzell presented a technical overview of propeller overhauls. TBM pilot and racecar 

researcher Butch Stevens showed high-speed fi lm clips on 200 mph test dummy crashes, 

and discussed seat belt design. He is working on an air bag mod for aircraft restraints and 

believes a 200 mph crash in an airplane is survivable.

Paul Sanchez discussed performance parameters of the TBM 700, followed by Louis Arcand 

who reviewed Pratt & Whitney’s support for the PT6. The ever-amazing Bill Frick showed us 

an electro-luminescent panel for the overhead switches that he developed. This gizmo will 

soon be incorporated into new TBMs and retrofi tted to the rest of the fl eet. 

Pilatus PC-12 

Tom Aniello looked back over Pilatus’s 64-year history, which includes a long line of military 

trainers and transport aircraft. The company has built more than 1,500 single engine 

turboprops. The PC-12 program was announced in 1989 and the aircraft was certifi ed in 

1994. There are now more than 400 in service, with 73% in the U.S. and the remainder in 16 

other countries. 

The PC-12’s PT6-67B is fl at rated to 1,200 horsepower, with a 3,500-hour TBO. The airplane 

has a 64 knot stall speed, cruises at 260 to 270 knots, and has a 30,000-foot ceiling. The 

402-gallon fuel capacity provides 7.5 hours fl ight at maximum cruise power or 10 hours at 

maximum endurance. The on-board lavatory, located between the cockpit and the cabin, 

can make such long fl ights comfortable and feasible. Pilatus is expanding U.S. parts and 

service centers, and expects to deliver at least 60 more aircraft in 2004. 

Maxima Walter Turboprop Conversion 

In 1992, Henry Van Kesteren purchased a Malibu with the idea of converting the piston to a 

turbine engine. By 1998 he had in place a Walter M601-11A fl ying as a prototype. The Walter 

shares many similarities to the PT-6A, but is a Russian engine made in the Czech public. 

While many of us are unfamiliar with the Walter engine, the power plant has been servicing 

aviation since the 1920s. Over 4500 of the M601 engines have been produced, and are 

still being manufactured today. The engine has over 12 million fl ight hours, and a record 

of reliability on par with the PT6A and Garrett. There already exists today an STC for 

installing the Walter engine on the King Air, Otter, Caravan and several ag planes. Over 

10 of these conversions have been done so far. In addition, the M601 is OEM on several 

European aircraft.
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Engine Performance

Performance is also on par with similar turbines, with 750 shaft horsepower, de-rated to 

500 horsepower. No hot section inspection is ever required, and the engine has a TBO of 

3000 hours. The warranty covers 3 years or 1000 hours. One huge difference with the Pratt 

engines is that the Walter has no fuel nozzles. This has the benefi t of reduced maintenance, 

but at the price of higher fuel burn. Another difference is that a pilot can not hot start the 

engine because of automated fuel controls. Overhaul costs are an amazing $68,000, 

bringing the engine back to zero time. An engine maintenance center is located in Helena, 

Arkansas, but major repair work must be done in the Czech Republic. In many cases, 

a loaner engine will be installed during the period of repair. A progressive program is avail-

able in which a pilot pays $25 per hour, plus $5 for each start, to cover all maintenance costs, 

including the overhaul. The engine is mated with an Avia 508E 3-bladed 84-inch propeller 

that was designed specifi cally for this application. MT Propeller purchased Avia a few years 

back, and so service should not be an issue.

Aircraft Modifi cations and Performance

In addition to the usual extended fuel mods, a bladder has been added to the mid-section 

of the wing to increase fuel capacity from 120 to 170 gallons. Both tanks feed the engine 

simultaneously, and require no pilot input. The cowling is a carbon fi ber composite, as are 

the winglets. Independent dual batteries are located under the baggage compartment.

The service ceiling is currently 25,000 feet, but an STC will shortly bring that to 27,000 feet. 

No change in gross weight results from the conversion, but there is a gain of about 100 

pounds in useful load in the Mirage. The plane burns about 30 – 38 gph at 240 – 245 knots, 

with a range of about 1000 miles in normal cruise.

Costs

The conversion requires about 6 – 8 weeks, and is done near Daytona Beach, Florida at 

a price of $375,000 to $395,000 (to be determined more precisely nearer to the STC). 

A pre-STC order can be had for $350,000. If you are willing to use a new engine that has 

the original lower TBO of 2000 hours, the price goes down to $325,000 to $350,000, with 

a pre-STC price of $300,000. The STC is expected in 9 – 12 months, but deposits will not be 

taken until certifi cation is within a few months of approval.

PISTON ENGINE PERFORMANCE PISTON ENGINE PERFORMANCE 

George Braly, chief engineer and piston engin expert from General Aviation Modifi cations, 

Inc. (GAMI), emphasized the importance of monitoring the performance of each cylinder 

over time to detect subtle changes that may predict or prevent subsequent failures. For 

example, he recently noted a mild fluctuation in the EGT of cylinder 4 in his Bonanza. 

Subsequent compression tests and boroscopic examinations were normal, but George 

felt the anomaly refl ected an early exhaust valve problem, and he predicted worsening 

in the next 75 to 300 fl ight hours. He followed by discussing exhaust valve heat stresses 

and cooling. The internal cylinder temperature may exceed 3,000 degrees Fahrenheit 

during the combustion cycle, and the exhaust valve is the most highly stressed compo-

nent. Most (65 to 75%) exhaust valve heat is transferred to the cylinder head through the 

valve seat, while the remainder transfers through the valve stem. He reemphasized that 

the greatest heat transfer (and stress) occurs with the mixture at 25 degrees rich of peak 

(ROP) exhaust gas temperature (EGT). You must be 125 degrees ROP to achieve the same 

temperature seen at 50 degrees lean of peak (LOP) EGT. As predicted, a lively question and 

answer period followed. 
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SAFETY REVIEW SAFETY REVIEW 

Jim Yankaskas presented a sobering review of 2002 – 2003 PA-46 accidents; he followed 

with a study on pilot aging and safety, and reviewed hazardous attitudes and their effects 

on safety.

After reviewing and categorizing each of the 12 accidents of the past year, Jim summarized 

that: the rate of accidents is still high; mechanical problems are moderate contributors; 

pilot skills are a major contributor to accidents and can modulate injuries, and procedures, 

standards and profi ciency are essential.

The ability of pilots to fl y safely as they age is controversial. FAR Part 121 pilots must retire at 

age 60, even though no airline accidents have occurred because of a pilot’s acute medical 

incapacitation. Other studies have shown that both psychomotor function and communi-

cation capabilities deteriorate with age. Fortunately, judgment, tracking, and takeoff and 

landing skills seem to be better preserved. A recently published pilot’s aging and safety 

report analyzed airplane accidents by following 3,300 FAR Part 135 air taxi pilots during 

nearly 13 million fl ight hours over 11 years. A total of 66 accidents were analyzed based on 

age and fl ying experience at the inception of the study. The accident rate per fl ying hour 

was lower for pilots with more than 5,000 hours, but did not drop further with more experi-

ence. Compared to pilots aged 45 to 49 years, older pilots up to the age of 64 did not have 

statistically higher accident rates. While not meeting the criteria of statistical signifi cance, 

the rates in the latter three groups increased progressively, prompting Yankaskas to speculate 

that age is a factor even though skills are diffi cult to measure objectively. He concluded 

that: some capabilities diminish with age; judgment capability remains intact; one can 

compensate for diminished capabilities with better planning, more conservative decisions, 

and good training; and that we each need to take these fi ndings into consideration as 

we age.

Jim reminded us of the classic hazardous attitudes: anti-authority, impulsivity, invulner-

ability, macho, and resignation. These continue to impair pilot performance and cause 

accidents. He reviewed a 1991 Malibu accident in which a medical professional with a 

pressing schedule departed in an overweight and out of CG limits airplane, and without 

getting a recent weather briefi ng. His penetration into thunderstorms was followed by loss 

of control, in-fl ight airplane failure and the death of all occupants. We may all be suscep-

tible to such hazardous attitudes, and might improve our own safety record, and that of the 

PA-46 fl eet, by regular and honest introspection. 

The The accident rateaccident rate per fl ying hour  per fl ying hour     
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TRAINING FOR NEW AVIONICSTRAINING FOR NEW AVIONICS

As our cockpits become ever more packed with sophisticated electronics designed to 

make our lives easier, the need for training on the new equipment becomes ever more 

important. One trainer observed that the average student knows how to use only about 

10% of the available features in a new GPS. Such ignorance is not just an inconvenience, but 

could become a serious safety issue as pilots come to rely on GPS as their primary means of 

navigation and communication. The answer to is improve training materials to ensure that 

whenever a new GPS is installed, a pilot can fully appreciate and use the new avionics to 

maximum effect. Electronic Flight Solutions is one of a few companies that have developed 

software that can guide pilots step-by-step through a new GPS unit in a format designed 

to increase retention of the material. The Electronic Flight Solutions courses are self-paced, 

and can be reviewed whenever the ability to use any particular feature becomes a bit 

rusty. Each pilot has an obligation to fully understand the avionics in his or her panel, and 

PC-based courses are certainly one means toward achieving that goal.

PILOT-TO-PILOT PILOT-TO-PILOT 

Former MMOPA president Mark Swatek moderated the 90-minute session, which began 

with a brief introduction of the distinguished panel including PA-46 engineer and CFI 

John Mariani, mechanic Kevin Meade, JetProp owner/pilot Bob Conrad, and Meridian 

owner/pilot Steve Brumit. Early discussions focused on the substantial safety and 

financial benefits of the 2004 MMOPA Safety and Training Foundation programs. Next 

year, fi ve weekend sessions at destinations strategically located across the country will 

cost members only $199, with the true cost being heavily subsidized by MMOPA. New 

weather data uplinks or downlinks were a big topic of debate. A consensus developed 

that the technology is still early stage, and that better units and services will become 

available over the next few years. John Mariani suggested caution when using laptop 

computers or PDA’s for weather information in the cockpit, as they might interfere 

with installed avionics. Extraneous equipment in the cockpit should be tested during 

approaches in good VFR conditions before tacking IMC. A new Mirage owner who 

previously fl ew Cessna 172’s asked, “When will I be safe to fl y alone?” A deluge of sugges-

tions followed. The most appealing were that the answer depends on your qualifi cations, 

the mission, the weather, your options to abort a fl ight, and your ability to be mentally 

ahead of the airplane in all situations. The benefits of training with several different 

instructors, and of learning and refining skills and techniques on each flight were 

emphasized. The session closed with a personal report of a success ful landing in a 600-foot 

fi eld after a night departure and total engine failure during climb through 400 feet. This 

harrowing tale dramatically illustrated the benefits of rigorous training in normal and 

emergency procedures.

    ... the average student     ... the average student 

                        knows how to use knows how to use 

                        only about 10%only about 10% of the  of the 
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The PC-12 was ranked #1 in the 
2000 AIN Customer Product Service 
& Support Survey in the Business 

Turbo Prop Category

The PC-12 was ranked #1 in the 
Professional Pilot 2002 Corporate 

Customer Aircraft Product 
Support Survey

and
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CONTINUED FROM PAGE 23 THE FIRST MALIBU TO OSHKOSH

deploy the landing gear. Three greens, flaps 

down, airspeed pegged, smooth landing. As I 

taxied toward my designated spot, and rolled 

off the runway, the crowd broke through secu-

rity and mobbed the airplane. I felt as if I were 

Lindbergh landing in Paris. 

Finally, a path was cleared, we started back up 

and taxied to the Piper pad. The next four days 

saw an endless parade of pilots and aviation 

tire-kickers asking the same questions, over 

and over: how fast, how high and how much?

Grand Success
To the obvious delight of the Piper staff, “how 

much” turned out to be an embarrassment 

to our Beech neighbor on the adjoining pad. 

The BE36 turbo Bonanza was listed for $6000 

more than the Malibu. Piper never told me the 

numbers, but I would venture at least a dozen 

orders were placed for the Malibu during my 

stay at Oshkosh.

So ends the story of the fi rst Malibu at Oshkosh, 

July, 1984. Great memories for me, but I never 

did get to see those dancers. 

HARD TO TOPHARD TO TOP

The success of the St. Augustine convention raises the bar for next year. But I have no fear 

that we can rise to the challenge. Palm Springs, where we are fortunate to fi nd a benign 

climate and an airport perfectly suited to our growing needs, is a perfect venue for MMOPA. 

The Esmeralda Resort is said to be spectacular, and editor Jeff Schweitzer will report back 

with a pre-convention report on the destination. Mark your calendars now for October 6 – 9, 

2004. We will build on the accomplishments of our Florida adventure to create a convention 

that you can not afford to miss. More vendors, more airplanes, more pilots, more education 

and more good times await you. We will see you next year.

We are grateful to the following authors, who contributed to this article: Mary Bryant, David 

Coats, Douglas Leet, Rick Lemon, Jeff Schweitzer and Jim Yankaskas. 

     The success The success 

     of the St. Augustine convention      of the St. Augustine convention 

raises the bar for next year. raises the bar for next year. 

     But I have no fear But I have no fear 

  that   that we can rise  we can rise  

                  to the challenge.                   to the challenge. 





INSTRUCTORS:
Dick Rochfort
Roy Bolling
Bob Stickle
Rick Tutt
Bob Redfern
Mitch Johnson
San Irlandi

High time instructors trained to exacting 
insurance and FAA standards on all aircraft 

and ß ight man age ment systems.

 Malibu/Mirage, Meridian, Jetprop DLX 
AIRCRAFT
SPECIFIC 

TRAINING

call: (772) 778-7815
AVIATION TRAINING MANAGEMENT, INC.
Insurance approved for factory equivalent initial and recurrent training

Post OfÞ ce Box 2611
Vero Beach, FL 32961

MFD, EFIS, 
GPS, AP/FD

Model SpeciÞ c 
Train ing

website: 
www.AviationTrainingATM.com

email: AVIATION_TRAINING@COMPUSERVE.COM
fax: (772) 778-9731

Ron Cox
Pres i dent 

of ATM
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You’re high. You’re close. There’s ice down there. 
ATC says: “Malibu 21 x-ray …descend and maintain

4000 …expedite descent.” You need to keep the
power up or there goes the cabin pressure. Watch the

engine shock cooling. Are we having fun yet?

Asymmetric Failsafe

Hydraulic Simplicity

Hydraulic Pump—
Applies Equal Pressure
to both Actuators

Actuator Assembly
& Spoiler Panel

Actuator Assembly
& Spoiler Panel

Spoiler
Hydraulic
Line

Spoiler
Hydraulic

Line
Main Spar
Centerline

Relax. With Power-Pac Spoilers installed

you take advantage of descent rates up to 3.5

times faster! 

Simply touch a button and Power-Pac

Spoilers instantly reduce lift and increase drag.

Deploy your Power-Pac Spoilers at any speed up

to Vne for rapid descent rates without the need

for major power reductions. Avoid engine shock

cooling and maintain cabin pressure. Power-Pac

Spoilers are doubly useful when encountering

sudden turbulence by reducing lift-induced

loads carried by the wings.

The Jet Type design provides maximum

effect, no drag when retracted and lower instal-

lation cost. Plus you can deploy and retract

Power-Pac Spoilers in icing conditions.

Get down ...safely.

Call us today: 800-544-0169

www.powerpacspoilers.com

Down



1997 MIRAGE, N9282J – NEW GARMIN 
GNS 530, BEAUTIFUL STRIKING PAINT!  

INCLUDES SIMCOM TRAINING. Only 686 Hours 
and Looks Like New! Stormscope and Skywatch, 

Argus 7000CE Moving Map, Drum Encoder, Radar 
Altimeter and Long Range Tanks. $575,000

D-JET. Now taking orders for Diamond Aircraft’s 
exciting new 315-knot fi ve-place jet. Only 34 gph 

2002 MIRAGE, N5345S – STRIKINGLY BEAUTIFUL 
PAINT COLORS, TRADES WELCOME! Warranty Until 

January 2005, Dual Garmin 530’s, 2nd GTX327 
Transponder, Skywatch, Stormscope, 

and Avidyne 750 Display. $799,000

2001 MERIDIAN, N14GV – ONLY 173 HOURS, STUNNING 
METALLIC PAINT! One Owner, Loaded, Like New!  Skywatch, 

Stormscope and Avidyne 750 Display. $1,295,000

Unbeatable prices.
Priceless experience. 

 When you’re looking for a Malibu, 

Mirage or Meridian, choosing the right 

dealer is the fi rst step to fi nding the right 

aircraft. You want someone on your side 

 with experience, dedication and integrity — you want the 

professionals at Premier Aircraft Sales. 

 Previously known as Signature Combs Aircraft Sales, 

the good news is only our name has changed. Our PA-46 

knowledge and expertise is unsurpassed. That’s why 

hundreds of Malibu, Mirage and Meridian buyers and 

sellers have trusted Fred Ahles, Art Spengler and the 

Premier team — and they weren’t disappointed.

 Along with our outstanding selection of pre-

owned aircraft, Premier Aircraft Sales is also a factory 

authorized sales center for the Mooney Airplane 

Company and Diamond Aircraft — orders for the 

dazzling new D-JET are now being accepted. 

 Buying, selling or trading, make the right 

choice fi rst and call Premier Aircraft Sales.

Premier Aircraft Sales, Inc.
Fort Lauderdale Executive Airport (FXE)
1535 South Perimeter Road, Hangar 36A
Fort Lauderdale, Florida 33309-7105
Phone 954-771-0411 or 800-903-8402

Where integrity, experience and value take fl ight.www.premieraircraftsales.com
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by Russ Caauwe

New Members 
   

   James Robel
   N444DT
   Huntington Beach, CA

James has a 310 Malibu. He has over 4400 

hours and holds a Private license with an 

instrument rating.

   Lionel Lavenue 
   Oakton, CA

Lionel is a Patent Attorney. He has a Private 

license with an instrument rating. He has over 

1050 hours.

   Kenneth Dial
   N498MM
   Missoula, MT

Kenneth is a Professor of Biology. He has over 

1300 hours and hold a Commercial license with 

MEL and Instrument ratings. Has a Mirage.

   Steven Jacobs
   Duluth, GA

Steven has MEL and an Instrument rating. He 

has over 1680 hours. 

   Michael Baldwin
   N73YP
   Evergreen, CO

Michael has a new Meridian. He has over 5800 

hours and holds a Commercial license with 

SMEL SES and Glider ratings.

   Art Flior
   Potomac, MD

Art is well known in MMOPA circles. He has 

been a guest speaker, and has taught our 

MMS&TF ground school seminars since incep-

tion. He has over 5000 hours and hold ATP 

AMEL ASEL Commercial ASES CFI CFII CFI-ME 

BGI IGI AGI ratings. He is also a FAA Aviation 

Safety Counselor.

   Rick Bryan
   N997MA
   Loveland, OH

Rick is a VP of Sales at M.A.T.T. He has a 

Mirage, and has over 1900 hours. He holds 

a commercial license with MEL IFR Land Single-

SEA ratings.

   Timothy Cleland
   N682C
   San Antonio, TX

Timothy is a Physician in San Antonio. He has 

a new JetProp. He has over 750 hours and has a 

Private license with an instrument rating.

   Stephane Dehoche
   N88PL
   Clamart, France

Stephane is CEO of Neolane. He has over 500 

hours and holds a Private license with an 

Instrument rating.

   Robert Wagner
   Sherman, TX

Robert is owner of Americal. He has over 850 

hours and holds a Private license, MEL and 

SEL ratings.

   Gary ONeil
   Mt Pleasant, SC

Gary is an Advertising Executive. He has over 

1450 hours and holds Instrument, MEL and 

SEL ratings.

   Michael Bearer
   Bethesda, MD

Michael is a Partner at Ernst & Young. He has 

over 1900 hours and holds a Private license 

with ASEL and AMEL ratings.

   Lisa Lu
   Albuquerque, NM

Lisa is with Eclipse Aviation. Welcome to 

MMOPA Lisa!

   Anthony Filoso
   C-GFMM
   Bolton, Ontario, Canada

Anthony has over 1200 hours and holds a 

Commercial license, Land and See and MEL 

and IFR ratings.

   Mark Shults
   N4165D
   North Platte, NE

Mark is a owns Shults Construction and is a 

developer. He has a Mirage and has over 5300 

hours. He hold a Commercial license and holds 

Mult and Instrument ratings.

   

Notes From M•MOPA Headquarters 

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, fl ying 
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 fi nally, 
as a corporate pilot, from which 
he retired in 1997, having enjoyed 
over 3,500 hours fl ying a 1984 
Malibu, and a 1989 Mirage.

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

Bill Alberts
Convention Coordinator
tel: (843) 785-9358 
fax: (843) 785-7567
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   Dennis Einstein
   New Castle, DE

Dennis’ company is Einstein Insurance Inc. 

whose business is Aircraft Insurance. Dennis 

has over 8000 hours and holds ATP Multi & 

Single, Commercial Sea Single engine ratings.

   John Tichy
   Vero Beach, FL

John is an Instructor Pilot for Malibu/Mirage 

and Meridian. He has over 8000 hours and 

holds ATP, CFI, CFII, and MEL ratings.

   Andrew Swartz
   Midland, TX

Andrew is a real estate investor. He has over 800 

hours and holds SEL and Instrument ratings.

   Rick Gardner
   N870C
   Houston, TX

Rick has a Meridian, and has over 1000 hours. 

He hold SEL and Instrument ratings.

   William Truman
   Key Largo, FL

William has over 900 hours and holds SEL and 

Instrument ratings.

   Dan Hutson II
   N350PM
   Highland Beach, FL

Dan has a Mirage and has over 4900 hours.

   Marcus Schrenker
   N531MA
   Fishers, IN

Marcus has a Mirage. He holds a Commercial 

license and has SEL and Instrument ratings.

   Robert Fisher
   N313BC
   Nashville, TN

Robert has a JetProp. He has over 4200 hours 

and holds a Commercial license with an 

Instrument rating.

   John Weaver
   N4189C
   Ridgway, CO

John has a Mirage. He holds a Private license 

and has an Instrument rating. He has over 

900 hours.

   James McKay
   N40HP
   Rolling Hills, CA

James owns a Mirage. He is Chairman of SQA 

Services Inc. He has over 2250 hours and hold 

a private license.

   Joe Zapata
   N5358W
   Highlands Ranch, CO

Joe is a Computer Systems Engineer. He has a 

new Mirage and has over 300 hours with SEL 

and Instrument Ratings.

   Dean Winegardner
   N4185L
   Knoxville, TN

Dean is President of American Book Company. 

He has Meridian and has over 3400 hours with 

an instrument rating.

   Peter Willson
   N53667
   Potomac, MD

Peter has a new Meridian. No other 

information available.

   Annunziata Gary
   N9121X
   Rancho Mirage, CA

Annuniziata has a Mirage, and holds a Private 

licence with Instrument and MEI ratings.

   David L Mecartney
   N3055C
   Danbury, CT

David is President of his company which is 

an airline consulting business. He has over 

1500 hours and now has a new Meridian. He 

hold a Commercial license with MEL and SEL 

Instrument ratings.

   Greg Mincey
   N197MA
   Southern Pines, NC

Greg is a Physician with Carolina Eye Associ-

ates. He has a Malibu and has over 850 hours. He 

holds a Private license with an Instrument rating.

   Scott McKeever
   Whitehall, PA

Scott is President of Computer Designs. He has 

over 1650 hours and holds a Private license 

with Instrument and Multi ratings.

   Bond Fletcher
   N951CS
   Encinitas, CA

Bond has a Mirage. He has over 1450 hours and 

hold MEL and SEL ratings.

   Mathew Falconer
   N92660
   Orlando, FL

Mathew is a Developer. He has over 950 hours 

and hold a Commercial license with Instrument 

and Multi ratings.

   Sam Shapiro
   N700BY
   Atlanta, GA

Sam has a TBM-700 and has over 2000 hours. 

He holds an instrument rating and a Multi 

rating. Welcome to MMOPA Sam!

   Douglas Cobb
   Louisville, KY

Douglas is a former member who has rejoined 

us! Welcome back Douglas. He is CEO of 

Appriss, Inc. in Louisville. He has over 625 hours 

and holds a Private license.

   Michael Monette
   McKinney, TX

Michael has over 1100 hours and holds SEL 

rating. He is self-employed.

   Steven Siwik
   Tucson, AZ

Steven is a Radiologist just “up the road” from us 

in Tucson. He has over 2000 hours and holds a 

Private license with Instrument and SEL ratings.

   Scott Bunting
   N71NB
   Hilton Head Island, SC

Scott owns Bunting Construction Co, Inc. He 

has over 1900 hours and holds a commercial 

license with MEL and SEL ratings.

cont. on page 65



DORR AVIATION CREDIT CORPORATION
201 Airport Road, PO Box 761, Cuero, TX 77954

Aircraft Loans Nationwide, Serving the Aviation Community for 40 years.

 Best Rates & Low Closing Costs

Experienced Malibu/Citation/TBM 700 Lender 

Located on the Airport @ T71

Jimmy Gips
Vice President Southern Region

 Phone: 800-311-4311 Fax: 361-275-6940
  361-275-6990 Email: gips@dorraviation.com

 
FLORIDA Spruce Creek Fly-In
America’s Premier #1 Fly-In and Country 

Club Gated Community with it’s own Airport. 

4,000' paved lighted, east/west runway, paved 

taxiways, fuel. Featuring hangar homes, golf 

course homes, nature homes, and condo-

miniums. 15 minutes from Daytona Beach 

International Airport and the Atlantic Ocean. 

Contact Spruce Creek Fly-In Realty for informa-

tion on all properties and prices, new or resale. 

Website: www.fl y-in.com

Lenny Ohlsson, Broker

800-932-4437 or Evening 386-761-8804

GPS Manuals
Pilot-friendly manuals were developed for 

Gamin’s GPSMAP 295, GNS 430 and GNS 530, 

Bendix/King’s KLN90B, KLN 90B, KLN 900, 

and KLN 89B/KLN 94. These are inclusive, 

task-oriented manuals lead you step-by-step 

 through all the operations. Descriptions 

of all pages included. A valuable aid in the 

cockpit for seldom-used operations. IFR 

models $439.95. Hand helds $34.95. Add 

$6 for shipping and handling. Other than 

U.S. add $6 more. ZD Publishing, Inc., PO 

Box 3487, Wichita, KS 67201. 888-310-3134. 

www.zdpublishing.com

M•MOPA Classifi eds

Full-Motion PA-46 Simulator
Insurance Approved Initial/Recurrent Training. 

Emphasis on instrument profi ciency. GPS 

and risk management. Experienced Malibu 

instructors. Train in your plane, our sim or 

combination. Contact MMOPA member: 

Arlynn McMahon or Charlie Monette.

Aero-Tech, Inc., Lexington, KY 

800-923-7762 or visit www.aerotech.net

1997 Piper PA46-350 Mirage
683TT, 335 SNEW, 127 on new 4-blade MT 

prop, KFC-150 a/p w/King EHI EFIS and KAS-

297B preselect, dual King 196’s w/KN-53’s, 

KLN-90 GPS, Bendix RDR 2000 Color Rada, 

ARGUS Color 7000, Sdkywatch TCAS, WX-

1000E, spoilers, Transcoil Engine Monitoring 

System, know ice, co-pilot instruments and 

trim. Owner traded for Citation. Call for price 

and viewing.

Tom Canavera

Sierra Industries, Ltd

888-835-9377 or fax 830-278-7649 

or email tom@sijet.com



2002 Socata TBM700
S/N 234 with 163 hrs total time since new. 

Like new in and Out! Equipped with the 

desired optional pilot access door ($50,000) 

and is fully loaded including dual GNS-530’s, 

KMD-850 MFD with EPWS, Nexrad Radar, BF 

Skywatch TCAD, and radar. Warranty valid 

through July 2004. Why spend hundreds of 

thousands more on a new aircraft when you 

can buy S/N 234 for $2,399,000? Visit our 

website at www.tbm700.aero to view specs 

and pictures.

J.P. Hanley

Corporate AirSearch Int’l 

954-491-0225 or email jp@caijets.com

1995 Socata TBM700
S/N 107 w/2000 hrs. TTSN. Equipped with 

2-tube EFIS, KMD-80 Multi-function display 

with enhanced ground proximity warning 

equipment, BFG Skywatch, WX-1000 storm-

scope, and King KLN-90B GPS. The paint and 

interior were completed in 2002 and the 

aircraft has no damage history. The annual 

inspection was complied with June 2003. 

Aircraft is located in Sanford, Florida. 

Asking price has been reduced from 

$1,850,000 to $1,695,000. Visit our website 

www.tbm700.aero to view specs and pictures.

J.P. Hanley

Corporate AirSearch Int’l 

954-491-0225 or email jp@caijets.com

Special Purchase Composite 
3-bladed Mirage Propellers

Hartzell is offering factory overhauled 

3-blade composite propellers for a special 

price of $13,500 ... an $8,400 savings off of 

the $21,900 list price. These used composite 

3-bladed Mirage propellers were removed 

from aircraft converted by JetProp LLC to their 

new DLX  This special Top Prop kit includes 

the 0 TSO propeller, new de-ice kit, used 

spinner, STC paperwork and a 1 year/1000 

hour warranty. Availability is on a fi rst come, 

fi rst served basis. Call 800-942-7767 or email 

topprop@hartzellprop.com.

1991 Socata TBM700
S/N 16 w/3,182 hrs TTSN and 589 SMOH by 

Dallas Airmotive which includes their “Airtight” 

warranty. Equipped with a Garmin GNS-530, 

BFG Skywatch, WX-1000 Stormscope and 

Freon Air. Excellent maintenance history 

including compliance with the 10-year struc-

tural and annual inspections by Socata Aircraft 

in June 2003. Paint and interior new in 2001. 

Aircraft was damaged in a landing accident, 

repaired by Socata Aircraft. Price $1,399,000. 

Owner would consider trading for a multi-

engine aircraft like a Piper Navajo, Chieftain, 

Cheyenne or a Beech P-Baron. Visit website at 

www.tbm700.aero to view specs and pictures.

J.P. Hanley

Corporate AirSearch Int’l

954-491-0225 or email jp@caijets.com
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   Jeff Mitchell
   Sunnyvale, CA

Jeff has over 850 hours and holds an Instru-

ment rating. No further information available.

   Gene Lanham
   N4312V
   Avon, CO

Gene is a returning member. He has a Malibu 

and has over 6000 hours, holding Commercial 

SEL, Instrument, and Glider ratings.

   Sjoerd T. Nauta
   N825WS
   Amersterdam, Netherlands

Another European member! Sjoerd has a 310 

Malibu (550 Conversion). He holds a Private 

license with an instrument rating and has over 

900 hours.

   Glen Travers
   St. Louis, MO

Glen owns Travers & Associates. They write 

Aviation Insurance. Welcome to MMOPA Glen!

   Richard Pietrafesa
   N81SM
   Syracuse, NY

Richard is in Real Estate. He has a Mirage and 

has over 2010 hours. He holds a Commercial 

license with Multi and Instrument ratings.

best cruise speeds at the fuel-thirsty altitude of 

16,000 feet, and really starts to gasp at anything 

over 23,000 feet. The King Air has great useful 

load, and offers a cabin that is unbeatable. But 

ask anyone moving up from the C-90, and the 

most common reason given for the upgrade 

is the need for more horsepower and a higher 

cruise speed. Translation: more flat rating on 

the engines.

Large is Good
The JetProp DLX, Meridian, PC-12 and TBM 700 

are all powered by engines that offer large fl at 

ratings. The engines always have more than 

enough horsepower available for all phases of 

fl ight. In fact, this extra horsepower availability 

is exactly what allows all of these aircraft to fl y 

fast at high altitude. Which brings us to the 

indicated/true airspeed question.

Airspeed
I am often asked how a Turbine Bonanza or Tur-

bine Malibu can go more than 250 KTAS when 

the Vne is less than 190 KIAS. I know the answer 

is obvious when you see the question in writ-

ing, but I am asked so frequently that I thought 

a one paragraph review would be in order.

At sea level, indicated airspeed (KIAS) and 

true airspeed (KTAS) are, for our purposes, 

equivalent. But we do not fl y at sea level, and 

as altitude increases, the air becomes less dense. 

This change affects how we calculate speed for 

our aircraft. The use of a differential pressure 

gauge (airspeed indicator) to measure the dif-

ference between ram and static air pressure will 

sense less and less differential (airspeed) as we 

climb due to the reduction in air density. The 

reduced density yields a reduction in ram air 

pressure as opposed to static air pressure. Thus 

our indicated airspeed is slower than our true 

airspeed. We must therefore take our indicated 

airspeed and correct its reading for the change 

in temperature and air density (altitude). This 

explains how we can be indicating 170 KIAS, 

yet have a true airspeed of 250 KTAS at high 

altitude. I did not mention calibrated airspeed, 

and much more could be discussed. But hope-

fully this brief review will answer the question 

we started with.

Fall 2003 65 M•MOPA



Fall 2003 66 M•MOPA

CONTINUED FROM PAGE 21 MALIBU TRIVIA Q & A

    5. c.  Under provisions implemented 

under the Homeland Security 

Act, pilots’ certifi cates can now be 

suspended if pilots are suspected 

of aiding terrorists. No evidence is 

required to be presented to the pilot. 

Provisions are made for appeals but 

the appeals are to the same entity 

that decided to take the certifi cate 

originally. Effectively, no evidence 

needs to be provided and there is 

really no meaningful appeal process. 

So, essentially, “for any reason” is really 

the answer to the question. So much 

for civil rights!

    6. e.  Although pilots are strongly encour-

aged to report bird strikes, reporting 

these events is not required unless 

the damage is signifi cant enough to 

fi t the defi nition of an accident. In 

such a case, reporting the event to 

the NTSB is required.

    7.   All of the items may meet the 

defi nition. Per the NTSB, an “aircraft 

accident” is an occurrence associ-

ated with the operation of an aircraft 

which takes place between the time 

any person boards the aircraft with 

the intention of fl ight and all such 

person have disembarked.

    8.    All of the items listed require 

NTSB notifi cation

    9.  a.  These items require immediate 

notifi cation to the NTSB. In addition, 

written reports of accidents must be 

made within 10 days or after 7 days 

if an overdue aircraft is still missing. 

Board Form 6120 should be used.

  10. a.  The Smithsonian is often able to iden-

tify the bird, and the information is 

used by the government and aircraft 

manufacturers to develop safety pro-

grams and improved aircraft designs.

  11. a. – d. meet the defi nition.

  12. b.  The letters “I” and “O” may not be used 

per 14 CFR 47.15(b).

  13.    All but c. are acceptable. In addition to 

the letters “O” and “I” being prohibited, 

the fi rst zero in a number must always 

be preceded by at least one of the 

numerals 1 through 9. No “007’s” are 

allowed. Sorry. Although all numbers 

may be used, or a combination of 

numbers and letters may be used, 

letters alone are not allowed.

  14. f.  All are true with the exception of 

the requirement that all existing 

certifi cates must be replaced by the 

end of 2004. Replacement is currently 

optional, however, this may become a 

requirement in the future.





Professional
service with a

personal touch

ONE STOP SHOPPING
Our service departments are staffed with 
FAA-licensed professionals ready to meet your
every need. From routine annual / 100 hour
inspections to complete avionics retrofits,
SkyTech has been specializing in PA46 service
since 1984. Additionally, we offer a wide
range of specialized services, such as: major
and minor airframe repairs, 550C engine
upgrades, hot section inspections, spoiler
installations, auto-pilot repairs and a
wide array of interior upgrade options.
Call us for a custom quote on your next
service requirement.

You can trust the

Process 
A series of inspections - before, during and 
after required repairs or maintenance - gives 
you the confidence that your concerns are being
addressed, and work is done right the first time. 
The entire process has been certified by the FAA. 
Our FAA Repair Station Certification guarantees 
you that we confirm the authenticity and
airworthiness of replacement parts, insure the
calibration and accuracy of our tooling, diagnostic 
and repair equipment, and keep exhaustive and
accurate records of every procedure. 

Keeping up with technology
Whether you're a regular customer or a visitor looking
for a helping hand, when you work with SkyTech you
are assured that our people are up-to-date. Whether

you fly a Piper, Pilatus, Cessna or Socata
you can rely on the SkyTech staff

to be up-to-speed on your
aircraft. Our technicians

regularly participate in factory
training from these well-known
manufacturers in addition to
attending powerplant-specific
training schools conducted by
Textron Lycoming, Teledyne
Continental and Pratt & Whitney.

Flight tests, too
Our factory-trained, professional
pilots are also available to further
support the maintenance and 
repair efforts. Customers providing
appropriate insurance coverage can
have their aircraft flown by our test
pilots upon completion of an
annual or 100-hour inspection.

Built around a unique

combination of personnel

and technology, the Skytech

Service Department can

enhance the safety,

reliability and performance

of your aircraft. 

This unique combination of the latest
in technology, attention to detail, 
up-to-date training, and a staff that
takes pride in its work helps SkyTech
define customer service. Whether for
routine maintenance or repairs, put
your aircraft in the hands of this
professional organization now in 
two convenient locations!

Charlotte, North Carolina 
Rock Hill Airport
803-366-5108

For addit ional  information check out our Web s ite:  www.skytechinc.com

Baltimore, Maryland 
Martin State Airport
410-574-4144





Display Rates
Full Page Black & White $400.00

Full Page Full Color $1,375.00

Half Page Black & White $200.00
 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 $1,650.00
Inside Back Cover Full Color $1,575.00
Back Cover Full Color Only $1,825.00

Guaranteed ad placement—Display rate plus 20% 

Classifi ed Rates
The classifi ed advertising section includes 

used aircraft, services and used equipment.

Classifi ed Ad with Photograph 
Base cost is $100 each issue it runs:

Base cost includes a 4-color photo image and 45 words.
Ads over 45 words are billed at $1.00 per word

A one-time setup fee will be applied as follows:

$50 for digital image (jpg or tif, 3x5 @ 300dpi)
$75 for slide or print 

Classifi ed Ad without Photograph
Base cost is $45 each issue it runs:

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.

Advertising Placement 
Ad Specifi cations, Scheduling and Contact Information

 
Trey Hughes 

Phone (210) 525-8008
 Fax: (210) 525-8085

Email: trey_hughes@sbcglobal.net

Send all ad materials to the Publisher:
140 Heimer Road

San Antonio, TX 78232

Publisher reserves the right to 
refuse or withdraw advertising.

Advertising Insertion Fees are required 
prior to production of publication. 

Electronic fi les only.
 Overall magazine size is 

8-3/8" x 10-7/8". 

Advertising Rates ... 

Training Update ...

Aircraft Training Services, LLC.
Shawnee, Kansas
(913) 441-7820

Initial & Refresher Courses

Aviation Training Management
Vero Beach, Florida
(772) 778-7815

Initial & Refresher by Appointment

Eclipse International, Inc.
St.Petersburg, Florida
(727) 822-1611

Initial & Refresher with Mary Bryant at

St. Petersburg or Customer’s Location

FlightSafety International
Lakeland, Florida
1-800-726-5037

Initial & Recurrent Training

Lester Kyle’s Aircraft Training
Vero Beach, Florida
(772) 562-5438

Initial & Recurrent Training

Mariani Aviation Services
Vero Beach, Florida
(772) 567-8666 or (772) 713-4368

Initial & Refresher Training with

John Mariani at any location

Rogers Aviation Company
Eden Prairie, Minnesota
1-888-943-2837

Initial & Recurrent Training

SimCom Training Centers
Vero Beach, Florida
1-800-272-0211

Initial & Refresher by Appointment

The following facilities offer initial and/or 
recurrent training for the Malibu•Mirage

Helpline ...

Events Calendar ...
14th Annual Convention—October 3 – 10, 2004
Palm Spring, Florida 

620-728-8634

 



ONE Agency
Professional Insurance Management
☛ Has the EXPERIENCE -- specializing in insuring Malibus, 

Mirages, JetProp DLX and Meridians longer than any
other agency

☛ Has the EXPERTISE -- working with M•MOPA longer than 
any other agency

☛ Has the KNOWLEDGE – over 25 years in the business, will 
obtain the best coverage/premium deal for you

Contact one of our Pilot/Agents!
Tim Bonnell, Jr., Bob Gibfried, Randy Kenyon or Tim Bonnell, Sr., at 800-826-4442
and let the ONE AGENCY -- Professional Insurance Management – put its EX-

PERIENCE, EXPERTISE, and KNOWLEDGE to work on every aspect of your
Malibu aviation insurance.

Professional Insurance Management
2120 Airport Road  P. O. Box 12750  
Mid-Continent Airport
Wichita, KS  67277
800-826-4442  FAX 1-316-942-1260   
Web Site www.pimi.com

Wichita, KS                          Lake Hopatcong, NJ                      Ft. Collins, CO

Professional Insurance Management 
is a long-time member of 

The Malibu/Mirage Owners 
and Pilots Association. 



Phone: 407.275.1050  •  Email: info@simulator.com
Orlando / Scottsdale / Vero Beach

Value  • Personal  • Friendly Call 800.272.0211
www.simulator.com

TURBOPROP/PISTON
TRAINING
Pilatus PC-12
TBM 700
Meridian
Malibu/Mirage
Mitsubishi MU-2
King Air
Duke
Baron
Twin Cessna
Cheyenne
Navajo
Aerostar
Seneca
Saratoga
Air Tractor

SimCom is exclusively factory authorized
to provide training on the Malibu, Mirage
and Meridian. SimCom’s acclaimed wide
screen visual motion technology has
been providing simulator based training
to general aviation pilots for years.
Those who have experienced it know
how effective it is. And combined with
our friendly staff, personalized training
curriculum, and unbeatable value, it is a
training solution that keeps customers
coming back. See for yourself how
SimCom customers feel about their
training. We have posted letters on the
web for your review. Then call us to
schedule your next training event. We’ve
got the solutions you are looking for.


