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Letter from the Editor
by Jeff Schweitzer

When the Engine Dies
Shocking as the idea may be, our engines
sometimes give up the ghost, and we find
ourselves staring at a propeller that has
become a still life. The airplane flies just
fine, but simply refuses to maintain altitude.
Landing is the only option, whether or
not an airport happens to be nearby. That
unpleasant scenario is more likely than you
might think. During long stretches of cruise
time, I set the GPS to roll automatically to
nearest airport, and if weather permits, spend
most of my time looking for a suitable landing site
whenever I’m beyond gliding range of the closest
field. What I have found is that, surprisingly, even
with the distance-stretching benefit of flight level
altitudes, an off-airport landing would often be the
only option, particularly when flying over the open
spaces of the plains and mountains of the western
U.S. In this issue, we bring you a tale of an emergency
landing off field, and one on how to train for a time
when water is your only option. Be prepared: the
best defense is a good offense.

Country Roads
Back roads in a bucolic rural setting bring forth
images of a charming Sunday drive to meet up
with family for brunch. Unfortunately, the scene
becomes less inviting when the country road
becomes an emergency runway. Rich Ames tells a
harrowing story of a self-destructing engine that
turned his PA-46 into an off-road vehicle. In this
case, everybody walked away unharmed, and that
is the perfect outcome. Use this story as an excuse
to review your own emergency procedures, and to
honestly evaluate how you would have reacted.

Ditching
If country roads were not bad enough, how about
looking into the black hole of roiling water when
the pistons stop pounding? Even landlubbers who
never venture to distant islands may find themselves
in a situation in which a lake is the only option for
landing. Mel Rushton describes his experience while
training for open water ditching. Surviving involves
more than throwing on a life vest, and as always,
training is an important element in improving
your odds.

Ibis Aerospace
If the Rich Ames saga provides you with greater
incentive to replace 100 LL with Jet A, your
choice is now greater than ever. In a field already
competitive with the PC-12 and TBM 700, not to
mention the Meridian and JetProp, Ibis Aerospace
boldly moves forward with the development of
an eight-passenger cabin-class pressurized single
engine turboprop. According to a press release, a
series of critical flight tests were recently completed
in Spain, logging 90 hours in 65 flights. The new
aircraft will be powered by the PT6A-66A, a 1583
ESHP thermodynamic powerplant de-rated to 850
SHP take-off. The plane will be offered in a variety of
configurations, including a six to seven passenger

executive transport, or at the other extreme, as a bulk
transport vehicle. Range is expected to be 1,610 nm
with IFR fuel reserves. FAA certification is scheduled
by the end of this year; first deliveries are expected
in the first quarter of 2004. I’ll be curious to see
how company executives position this plane in the
marketplace, particularly next to the PC-12, which
would seem to offer some stiff competition.

Adam Aircraft A500
In other production news, Adam Aircraft announced
the successful maiden flight of its second
production-tool A500, a twin engine, inline thrust,
pressurized, six seat aircraft. The first airplane made
with production tooling took its first flight in July
2002, and has as of this writing flown 122 hours
over 62 flights. Flight-testing has confirmed that
the company meets FAA requirements for stall
characteristics and single-engine handling and
climb. Adam now expects to meet all of its published
performance numbers, such as a top speed of 250
knots. The company plans to conclude flight-testing
by mid year 2003 with tests conducted in A500-003.
Adam has approximately 100 direct orders, options,
and dealer commitments for the A500 aircraft. The
company also has announced the A700 light
business jet, which it expects to finish in 2004.

New Publisher
This issue is the first under the expert guiding hands
of the new publisher, Association Management, Inc.
(AMI), and I want to congratulate them on their
excellent work during the transition. We will now
get back on a regular publication schedule, which
suffered somewhat under the old regime. I intend
to continue working to improve quality and expand
coverage so that the MMOPA magazine will be one
of the “must reads” for any pilot flying a PA-46, or any
pressurized single engine airplane for that matter.
As always, your input is encouraged and welcome.
I’ll just ignore anything that does not fit my rigid,
narrow, unsupported pre-conceived notions of right
and wrong, and good and bad. But don’t say I’m not
open-minded.
cont.
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THE FACTORY
CHOSE THE
HARTZELL
COMPOSITE
FOR GOOD
REASONS.
4c Hertzel
same as last quarter

HERE’S WHY
YOU SHOULD,
TOO.

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.
An extremely hard electro-formed
nickel leading edge protects the
composite material against erosion
and is replaceable.

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.

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.

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.

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.

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
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Letter From the Editor
(continued)

Columbia Loss
All of us mourn the terrible loss of the
seven-member crew of the Space Shuttle
Columbia. Astronauts represent some of our
best and brightest, and it is sad to lose them,
both as symbols of what we can accomplish, and
more immediately, as fathers, mothers, sons and
daughters to families that must now live forever
with their loss.
In the midst of the early crisis, I was impressed
by NASA’s first briefings, and hope that the
same level of open communication remains
steady throughout the investigation. The road
ahead will be rough as investigators work to
understand the root cause of the accident. I think
the best way to honor the crew of Columbia is to
complete the investigation as soon as possible
and get back in the saddle.
And now I am compelled to say something that
many will find politically incorrect. I believe the
media has abused the words “hero” and “brave”
in the aftermath of the shuttle accident. I am
neither brave nor a hero, not by a long shot,
and yet I would go up in the Shuttle right now,
even before knowing what caused STS-107 to

disintegrate. Getting into the astronaut core
requires enormous dedication and drive, and
candidates are selected from a huge pool of
highly qualified people. The seven astronauts
of Columbia were doing something that they
passionately wanted to do, after fighting hard
to get the chance, and all understood the risk. In
my opinion, dying while doing something highly
desirable does not automatically qualify one as
a hero. To me a hero is somebody who rises
to a challenge under difficult, unpleasant and
terrible circumstances to help save a comrade in
stress, or to help avert a crisis, at great personal
risk. Charging up a hill against enemy fire to
save a fallen soldier is brave and heroic. Brave
and heroic were firemen bounding up endless
smoke-filled stairs in the critically damaged
World Trade Center, burdened with 80 pounds
of gear, placing their lives at risk to save others,
many knowing they were probably going to die.
The astronauts were all great explorers to be
admired and respected, and we deeply mourn
their terrible loss. The world is a poorer, sadder
place because they are gone. I think we honor
them by saying no more than that. I believe all
seven would agree with me.

Quotes of the Month
“Instrument flying is when your mind gets a grip
on the fact that there is vision beyond sight.” U.S.
Navy “Approach” magazine circa 1940
Any attempt to stretch fuel is guaranteed to
increase headwinds. Anon

Speed is just a part of the equation
The new TBM 700C2 =
Speed + Comfort + Capacity + Range
New TBM 700C2 carries six people 1,100 nm
in unprecedented comfort
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.

TBM 700C2
T B M 7 0 0 C2

Se ri ously Fast , Ser iously Capable

Maximum cruising speed : 300 ktas
Maximum range : 1,565 nm

Maximum payload : 1,347 lbs
Ceiling : 31,000 ft

www.socataaircraft.com

Manufacturing Aircraft Since 1911

Malibu Maintenance
Preventing Mechanical Emergencies
by Kevin Mead

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

From time to time, I receive a call from a shaken
pilot who has just experienced an in-flight
emergency. Everyone on board is okay, but
the pilot is eager to know what caused the
failure and how to prevent the same thing
from happening again. In keeping with the
emergency theme of this issue, described here
are five actual emergencies that I received calls
about over the last year. All had happy outcomes,
but could have been much worse if conditions
had been only slightly different.

Emergency #1: Landing Gear
The pilot reported that on an instrument
approach in bad weather he selected “gear
down” and nothing happened. He elected to
perform an emergency gear free fall, which
took his attention at a time when he needed to
concentrate on the approach. Fortunately the
landing gear locked down successfully the first
time. In his case, the down position hydraulic
pressure switch had failed and the aircraft was
not equipped with the automatic bypass system
recommended in Piper SB 964B part II for those
planes with the Parker Hannifin hydraulic system.
He immediately had the newest generation of
pressure switches installed per SB 964 B part I,
as well as the automatic bypass system. He is
unlikely to have this problem again.

Emergency #2: Landing Gear Again
This call was similar to the first in that the
problem was uncooperative landing gear. But
this time, the culprit was a loss of hydraulic fluid
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due to a bad hose. The pilot also had to perform
an emergency free fall and got down safely. He
later informed me that he had noticed his
hydraulic pump cycling more often than normal.
This pilot should have had the hydraulic fluid
level checked. I also believe it is a good policy
to check for puddles of hydraulic fluid under the
landing gear or on the belly during the pre-flight
inspection. If a leak is found it should be checked
out before flight.

Lesson Learned
These first two emergencies teach us about
more than simply complying with service
bulletins and noticing hydraulic fluid leaks.
They are both strong arguments for changing
your nose gear emergency down spring every
year. This spring costs less than $20.00 and is
not time consuming to change at annual. In
each of these cases, the pilot had to perform an
emergency free fall and in both cases the gear
locked down properly. Both pilots were thankful
for a good strong down spring. Had the spring
been compressed or weak in the first emergency,
the pilot might have had to slow down and make
repeated free fall attempts at a time when he
needed to be flying the airplane precisely and
close to the ground. The out-of-hydraulic-fluid
pilot in the second emergency would not have
had this luxury. He only had one shot to free-fall
the gear.

Emergency #3: Pressurization
This call was from a pilot who reported a sudden
and total loss of cabin pressurization, which I
refer as “auto dump”. The cabin then pressurized
again. After this experience, his wife refused to
fly with him again until the problem was fixed.
The culprit was electrical resistance in the
squat switch. This is a common Mirage airframe
problem, and is often misdiagnosed (possibly
due its intermittent nature). In a typical case, the
pilot will report the problem to his mechanic,
who will take some action to fix the problem.
Subsequently, depressurization does not occur
during the next five or six flights, making it
appear that the action taken fixed the problem.
On the sixth flight the cabin dumps again.

Lesson Learned
This problem could not have easily been
prevented. But when the cabin dumped, the
pilot should have pulled the cabin pressurization
circuit breaker to prevent it from happening
again during the same flight. Once on the
ground, the squat switch should have been
replaced or rewired.
If you experience a cabin pressurization dump
right out of maintenance, and the cabin will not
repressurize, one of the engine compartment or
nose baggage environmental hoses may have
come off. Rapid depressurization could be a

serious problem if it happens at 20,000 ft over
mountains. This scenario is good reason to carry
oxygen on board.

Emergency #4: Smoke in the Cabin
The pilot reported smoke in the cabin.In addition,
engine and gear-related circuit breakers were
popping, and the engine experienced a loss of
manifold pressure. He did the right thing and
landed as soon as possible. He found that an
exhaust fire had occurred due to a broken and
disconnected crossover exhaust pipe.

Lesson Learned
His problem might have been prevented had
he had a thorough visual and pressure check
of his exhaust system. His mechanic should
have looked for cracks, and loose clamps or
brackets. The exhaust system should have been
pressurized to check for leaks and small cracks
that could get bigger.

Emergency #5: Total Electrical Failure
A Mirage pilot had gone out to fly, but found
a totally dead battery (no lights, nothing). The
pilot decided to get an APU start and go anyway.
Everything was fine on departure, until he put up
the landing gear, at which time he experienced
a total electrical failure. Like most people, he
did not realize that the power draw from the
hydraulic pump was great enough to open the
battery master relay causing both alternators
to shut down.

Lesson Learned
This episode could have been prevented if the
pilot had simply stopped to have the battery
properly charged before continuing.The situation
also likely could have been prevented if he had
complied with Mirage SB 1034, which calls for
installing diodes on the battery master relay.
Obviously, keeping up with service bulletin
compliance, and having your plane serviced at
a facility experienced with Malibu maintenance,
will help avoid mechanical emergencies. But it is
also important to be on the look out for changes
in the way your plane operates. Be sure to report
your observations to your mechanic.Think about
the systems you will need in an emergency and
make sure they are properly maintained.

ultra high performance
that is fun to fly

500

Speed
Design
Comfort
Purchase

Ultra high performance that is fun to ﬂy.
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).

www.adamaircraft.com

Aviation News
by Doug Leet

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

Chain of Events
Recently, the national news was focused on
the plight of a 17-year old Mexican national,
Jessica Santillan, who came to this country to
await a lung-heart transplant. In spite of the
best technical support by surgeon, nurses, and
equipment, the end result was doomed by poor
planning. A simple and careless mistake (ABO
mismatch) set the scene for certain disaster.
No matter how well every other aspect of
the operation was planned, this one error
guaranteed the inevitable and sad outcome.
I see the same thing happening in aviation.
A plane crashes after taking off downwind,
or overloaded, or in poor weather below
minimums, or out of CG.; these accidents, all
due to poor planning, are all preventable. Like
Jessica, some accidents happen in spite of good
support and equipment, because of one error in
the chain of events.

Recent Accidents
These last four months have had fewer
reportable accidents, with only one fatal in the
United States, and one fatal in Spain. This is an
improvement over the last reporting period.

NTSB Identification: MIA03LA012
14 CFR Part 91: General Aviation
Accident occurred Sunday, November 03,
2002 in Memphis, TN
Aircraft: Piper PA-46-350P, registration:
N167MA
Injuries: 2 Fatal.
This is preliminary information, subject to
change, and may contain errors. Any errors
in this report will be corrected when the final
report has been completed.
On November 3, 2002, about 1746 central
standard time, a Piper PA-46-350P, N167MA,
registered to CGS Equipment Leasing LLC.,
operating as a Title 14 CFR Part 91personal flight,
crashed in the vicinity of Memphis, Tennessee.
Instrument meteorological conditions prevailed,
and an instrument flight plan was filed. The
airplane was not recovered and is assumed to
be submerged in the waters of the Mississippi
River. The private-rated pilot and a passenger
are presumed missing. The flight departed
Orlando, Florida about 3 hours 20 minutes
before the accident.
According to an FAA Memphis Approach
Control radar controller, the flight was cleared
for a GPS instrument approach to Memphis’
General Dewitt Spain airport’s runway 16. A
depiction of stored radar data shows the flight
turned slightly inside (toward the airport) of the
initial approach fix for that particular approach
at an altitude of 3,000 feet msl, descending to
2,000 feet msl. The depiction of the flight’s radar
track shows that the flight flew through the
final approach course, corrected to regain the
approach course, and once again flew through
the approach course. Radar altitude data during
the inbound leg to the airport shows the flight
descended from 2,000 feet msl, to minimums
for the approach, or 1,000 feet msl. At about 1/2
mile from the runway threshold, the flight was
observed to enter a right turn as depicted on
the approach plate for a missed approach. The
pilot did not communicate his intentions to
conduct a “missed approach”, and at about 1 to
1.5 miles west of the airport, radar returns ceased
on the controller’s radar scope. That location
corresponds to overhead the Mississippi River.
Surface weather observations in the Memphis
area for 1753 were reported as; winds from 150
degrees at 5 knots, visibility 6 miles in mist,
cloud condition was 700 feet broken, 2,100
feet overcast. The temperature was 48 degrees
F, and the dew point was 46 degrees, F., with an

altimeter setting of 30.08 in Hg. Remarks added
to the weather observation stated that the rain
ended at 1702. Sunset occurred in the area at
1706, and the end of civil twilight occurred
at 1732. Doppler weather radar depicted no
significant severe weather echoes over the
area between 1700 and 1800.
NTSB Identification: SEA03LA022
14 CFR Part 91: General Aviation
Accident occurred Saturday, November 30,
2002 in Pasco, WA
Aircraft: Piper PA-46-350P, registration:
N9260P
Injuries: 4 Uninjured.
This is preliminary information, subject to
change, and may contain errors. Any errors
in this report will be corrected when the final
report has been completed.
On November 30, 2002, at 1638 Pacific standard
time, a Piper PA46-350P, N9260P, registered to
and operated by the pilot as a 14 CFR Part 91
personal flight, was substantially damaged
during a hard landing at Tri-Cities Airport,
Pasco, Washington. Instrument meteorological
conditions prevailed at the time and an
instrument flight rules flight plan was filed. The
private pilot and his three passengers were
not injured. The flight departed from Portland,
Oregon, about one hour and 30 minutes prior
to the accident.
The pilot reported that the aircraft was picking
up ice while en route and he was utilizing the
de-icing equipment. The approach for landing
was normal. However, when over the runway
numbers and still about five to eight feet above
the surface, the aircraft suddenly dropped and
landed hard. The right wing contacted the
runway surface and the main landing gear were
damaged.The pilot was able to taxi the aircraft to
his hangar. After shutting down the engine and
looking at the airframe, the pilot noted about
1
/4 inch of ice on the propeller spinner and
irregular patches of ice on the airframe.
NTSB Identification: MIA03WA032
14 CFR Non-U.S., Non-Commercial
Accident occurred Thursday, December 19,
2002 in Balearic Island, Spain
Aircraft: Piper PA-46-500TP, registration:
N53328
Injuries: 3 Fatal.
On December 19, 2002, about 1100 coordinated
universal time, a Piper PA-46-500TP, N53328,
registered to Globe Aero LTD Inc., and operated
by a Spanish owner as a personal flight,
crashed in Balearic Island, Spain. Instrument
meteorological conditions prevailed in the
cont. on page 27
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Training from FlightSafety
covers all the heavy
hitters of light aircraft.
Training for:

Robert Miller

David Lomakin

Robert Fiscella

Cessna 210 owner-pilot, New Jersey

King Air owner-pilot, California

CitationJet owner-pilot, Virginia

Robert Poage

Bob Gibson

Jim Simpson

Beech Baron owner-pilot, California

Baron C55 owner-pilot, Canada

Cessna Conquest II owner-pilot, New York

W

HEN YOU TRAIN AT FLIGHTSAFETY
for your light aircraft, you receive
the same quality training enjoyed
by the world’s most accomplished
professional pilots. That’s because FlightSafety’s
courseware and simulation specialists, the same
experts who develop training programs for many of
the top corporate ﬂight departments and airlines,
also design training for our single- and twin-engine
programs.
What’s more, FlightSafety instructors are all
seasoned and experienced pilots, regardless of the
aircraft they ﬂy. And many of our 40 Learning

baron
bonanza
caravan
cessna 210
cessna 300 / 400
cheyenne
commander
conquest
duke
king air
malibu
mooney
navajo
piper

Centers are located next to manufacturers’ facilities
for added convenience to our customers.
Whichever single or twin you ﬂy, it’s good to
know that the resources and philosophy that have
made FlightSafety the ﬁrst name in aviation training are applied to every training program we offer.
In fact, it’s one of the most compelling reasons to
train with us.
So, once you make the choice to train, choose
the training provider that offers over 600 courses
serving more than 70,000 aviation professionals
each year. FlightSafety.
You’ll ﬁnd yourself in very good company.

Professional Training for Private Pilots.
For information about light aircraft training, please call (800) 227-5656 or (316) 220-3200.
Or visit www.flightsafety.com for a complete list of locations offering training for your type of aircraft.

Note from the President
Short Final
by Richard Bynum

Richard Bynum
Richard and his wife, Carol, live
in San Antonio, Texas, where the
next fiesta is never more than
a week away. Richard has had a
life-long fascination with flying.
Upon graduation from college,
he attempted to the join the
Navy and Air Force as a pilot.
Vision worse than the required
uncorrected 20/20 eliminated
that approach to flying. The
opportunity to fly was finally
realized in the early 1980s. After
owning an Archer, an Arrow, a
Sklylane, a T-210, and a P-210,
Richard arrived at his first Malibu.
Now on his second Malibu, and
with over 1500 hours in the
PA46, the fascination with flying
continues. After selling a heart
pacemaker distributorship six
years ago, Richard stays busy
flying his Malibu as well as a
friend’s PC-12.

In this column I will try to address a long list
of requests, reports, and observations from the
past few months.

TFRs
Pilots are still creating unnecessary work, and
negative publicity for general aviation, by
violating the boundaries of TFRs. You must take
these seriously. TFRs are real, and the response
is even more so. Whenever possible, have that
second radio tuned to 121.5.

Not long ago I had the opportunity to observe
the new 3-D Chilton System in a real flying
environment. I watched three pilots fly three
approaches in 600 ft overcast conditions
by following a series of boxes creating a
3-dimensional image of a corridor leading to
the runway. At this point in the technology’s
development, the best I can say is that the
system shows great promise, but in my opinion
is not ready for the MMOPA fleet. Having said
that, Chilton must be given credit for bringing
innovations to pictorial displays in the cockpit.
But change is not always for the better, and I
think the jury is still out on this display.

Angel Flight

Website

For years, MMOPA members have participated
in volunteer activities such as Angel Flight,
but I have just recently become active in
this worthwhile endeavor. The concept goes
by different names in different parts of the
country, but the idea of providing no-cost
medical transportation for the benefit of people
that cannot afford (or be accommodated by)
commercial aviation remains the same. I
remember Randy Quast and Charles Hampton
flying these missions in their JetProps; and I
remember seeing the interior of Dick Dumais’s
1998 Mirage used on an Angel Flight brochure.
These are just the first that come to mind, but
many examples can be found. For an honestto-goodness win-win result, consider using your
airplane for Angel Flight or similar missions.

Work is coming along on the new website for
MMOPA. Lewis Donzis has several proposals
that he is going to submit to the MMOPA Board
during the Board meeting at the end of March.
As many of you know, the MMOPA website
provides a wealth of information, more than a
little humor, and an occasional troll. We hope
to keep most of those components on the new
site. Stay tuned.

Flying the Box

The new JetProp sporting the latest PT6A–35
engine is getting rave reviews from owners
that have taken advantage of the latest Rocket
Engineering improvement. Surprisingly, a
number of owners with the PT6A-34 are
taking them out to put in the newer engine.
One interesting result of this conversion is
the availability of low-time PT6A–34 engines,
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Meridian Enhancements
Piper has been busy on the Meridian front as
well. The new S-Tec 1500 autopilot is fantastic,
and will make any pilot a believer after one try.
This is an attitude-based autopilot with IAS hold.
For those of you familiar with the King 325, this
is the answer from S-Tec. The Meridian has also
gotten a gross weight increase, which helps
walking the tightrope of fuel and passengers.
As is the case with new airplanes, improvements
continue to be made as the plane matures.
The downside of waiting to buy until the
kinks are worked out of a new model is
that you lose the joy and utility of the
new product while waiting for the
perfect airplane. I applaud Piper for their
accomplishment. JetProp has long promised
a gross weight increase, but thus far has
not delivered. Piper’s gross weight increase
will further add to the never-ending debate
about the relative merits of these two
wonderful machines.

Dash 35
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with as little as 200 or 300 hours. JetProp will
use these for conversations at a reduced price,
thereby making the JetProp affordable to an
even wider market.

Coats Corner
The Ultimate Malibu Revisited
by David Coats, MD

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

not one time, did I see five (let alone six) folks
get out of a PA-46 at the convention.

Jet Speeds
What does all this mean? If the PA-46 were a
four seater, the airplane would be about 40 knots
faster (the subject of another article perhaps).
Of course, that would be just about as fast as a
Meridian or a JetProp, more for less. While the
front end would still sport a piston engine, the
speed advantage of fewer seats is clear.
Piper, Cessna, and Beech are not unlike the Big
Three Auto companies back in the days when
Japan introduced the Toyota and Germany
the VW to America. Hopefully they will take
advantage of their history and their position in
the industry to bring on some new products.
None of the big three has developed a new
airplane since the PA-46. Many will argue that the
Meridian is new, but I view that as an iteration
of the original Malibu.

Ultimate Market
So, what is the ultimate Malibu, and is there
is a market for it? I have no idea, but here are
my suggestions.

A few recent postings on our web site provided
“helpful suggestions” about how Piper
could improve sales. Well, I can not resist the
opportunity to wade in one more time with my
favorite theme about how to create the ultimate
Malibu. I have a dream.

Four Seats
We all love the PA46 for many reasons, one being
that we can go great distances with friends or
family in cabin-class comfort. Most of us assume
that the airplane was always designed to have
six seats. But way back in the early eighties, when
Jim Griswold was leading the design team that
created the Malibu, he envisioned a four seater.
Marketing gurus at Piper, however, demanded
the additional two places, and the result is what
we now all fly.

Empty Chairs
But how often is the full seating capacity used by
the average owner? I have not missed a single
MMOPA convention, and I have worked the
airport arrival day at many of these events. From
that experience I can say without any doubt that
over 90 percent of the arriving airplanes have
only one or two souls on board. Rarely did I see
four people disembark, and I mean rarely. Never,

Back to Basics
Go back and review Jim Griswold’s ideas.Take the
basic Malibu concept and design and convert it
to a four seater. Understand common points of
failure, and incorporate all of the solutions that
have been put in place over the years. Better yet,
redesign areas that are the source of repeated
complaints, and consider new approaches and
new technologies to reduce maintenance costs
and improve dispatch reliability.

Specifics

The seat actuator would be designed to
reduce the enormous cost of replacing the
gas cylinders. The vacuum-pump and electrical
systems would be essentially the same as on the
Mirage. Rethink the hydraulic system: consider
doing what Mooney used to do by purchasing
the tooling from Parker-Hannifen and keep
the parts coming, while constantly improving
components.The new interiors are fabulous, and
Piper just needs to keep up the good work in this
area. Regarding avionics, the world is our oyster.
The panel should be state-of-the-art, but should
use proven systems to enhance reliability.

Aftermarket
But creating the ultimate Malibu is not the entire
story. Consider an approach to aftermarket sales
and support of the product, much like Pilatus has
done with the PC-12. That is, offer and design all
new improvements into the existing fleet. This
supports resale value, makes for happy owners,
and attracts new buyers. With this creation,
Piper could make history by providing true
post-sales service. To do so, Piper must be more
innovative than any of the American aircraft
manufactures have thus far been. Cessna has
certainly approached this goal with the Citation
series, but not with their single engine line. Is
aftermarket support too costly? Volkswagen
demonstrated in the sixties that even an $1800
automobile owner could get the same or better
service than the Cadillac owners of that time. VW
was one of the hottest selling cars for many years
during the sixties, seventies and even into the
eighties. So no, the approach is not too costly.
I would trade my 4388M tomorrow for a
four seater ultimate Malibu with the above
improvements. Perhaps this will some day be
more than a dream.

The new airplane would have four seats, and
use the existing pressurization system. The
powerplant would be a Continental with
FADEC. Piper simply needs to bury the hatchet
with Continental. Out in front would be a three
blade composite prop (although I recognize
that some purists would still prefer the two
blade version).
The airframe would of course have full known
icing, with heated windshields. The wings would
sport spoilers from Spoilers Inc., but would be
designed into the wing with a flush mount
system like those found on the Cessna Citations.
Unlike the current spoilers on new Mirages,
theses spoilers would be approved for icing.
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Complete Interior Refurbishing
•
•
•
•
•
•

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

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

www.superioraviation.com

Malibu Trivia Q & A
Malibu, Mirage, JetProp and Meridian Warning Systems
by Mary Bryant

c. one or more alternators has(have) failed
or is in the off position in the Malibu
d. one alternator has failed or is in the off
position in the Mirage
e. both a. and b.
f. both c. and d.

Mary Bryant
Mary has been a pilot for over twenty-five
years and has instructed in the Malibu
since 1988 when she worked for the
Piper Training Center. Subsequently, she
was Eastern Region Sales Director and
Malibu Mirage demonstration pilot for
Piper Aircraft. Mary was also co-founder
and owner of Attitudes International,
Inc., The New Piper Aircraft’s exclusively
approved training school for Malibus,
from 1991 – 1998.
Mary currently provides Malibu-Mirage
and JetProp training through Eclipse
International, Inc. in St. Petersburg,
Florida. Mary holds ATP, CFII, and MEI
certificates, and is type rated in the
Cessna Citation. She also has a BA from
Northwestern University and an MBA
from the University of Illinois. Mary may
be reached at 727.822.1611.
This article examines the warning systems
incorporated in the various PA46 aircraft.
Specifically, we’ll look at the implications of
having an annunciator illuminate (or possibly
extinguish) and discuss appropriate courses
of action that should follow. Although some
of the annunciators discussed are common to
the Malibu, Mirage, JetProp and Meridian, many
are incorporated in only some of the models. As
a result, we will specify which aircraft is being
addressed in the question when it does not
apply to all four models. Although many of us
may agree on the appropriate course of action
in the events described below, some may not.
What is provided, in some instances, is my
personal opinion and the reader, of course, is
free to disagree.

QUESTIONS
1. The CHIP DETECTOR light illuminates
in the JetProp or Meridian:
a. l and as soon as practical, metal in the
oil is indicated
b. descend to decrease differential
pressure, a chip in the windshield
is indicated
c. turn on deice equipment, ice chips
have been detected in the engine
d. all of the above
2. The ALTERNATOR light is on in the
Malibu or Mirage indicating:
a. both alternators are on in the Mirage
b. one or more alternators is(are) on in
the Malibu
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3. The ALTERNATOR light is illuminated in
the JetProp indicating:
a. the alternator has failed or is in the “off”
position
b. both alternators have failed or are in
the “off” position
c. one alternator is on
d. both alternators are on
4. The HYDRAULIC PUMP annunciator is
illuminated indicating:
a. more than 10 degrees of flaps have
been selected and the gear is not
down and locked
b. power has been reduced to idle and
the gear is not down and locked
c. there is power to the hydraulic pump
d. all of the above
5. The STARTER ENGAGED annunciator is
illuminated indicating:
a. the starter has not properly disengaged
after engine start, shut down
the engine
b. no need for action during start since
the annunciator is on during normal
engine starts
c. both a. and b.
d. neither a. nor b.
6. The IGNITION light is illuminated in the
JetProp or Meridian indicating:
a. the pilot should turn on the ignition
b. ignition is in the “on/manual”
position or “auto” position at high
torque settings
c. both a. and b.
d. neither a. nor b.
7. The FLAPS annunciator is illuminated
indicating:
a. wing flap failure due to an over current
condition in the flap motor/actuator
circuit. Do not fly the aircraft if this
condition cannot be corrected.
b. wing flap failure due to an over current
condition in the flap motor/actuator
circuit. Flying the aircraft may be
acceptable in some instances.
c. the gear is down and a low power setting
indicates flaps should be added
d. none of the above

8. The FEATHER annunciator is illuminated
in the Meridian indicating:
a. a failure in the propeller feathering
electrical system may have occurred
b. an uncommanded propeller feathering
could occur
c. the condition lever is in cutoff and the
propeller is feathered
d. none of the above
e. all of the above
9. The CABIN ALTITUDE annunciator is
illuminated indicating
a. cabin altitude is over 10,000 feet in
Malibus, Mirages, and JetProps
b. it is time to adjust the pressurization
controller to select one’s desired cabin
altitude at cruise
c. cabin altitude is above 12,000 feet in
the Meridian
d. both a. and c.
e. none of the above
10. The FUEL PUMP HIGH annunciator is
illuminated in the Continental Malibu
indicating
a. fuel pressure is low, the “high” setting
for the pump should be selected
b. the “high” setting has been selected.
This is appropriate for take offs,
landings and when changing tanks.
c. the “high setting” has been selected.
This is appropriate if engine driven
pump failure is suspected.
d. the aircraft is being primed
e. both b. and c.
f. both c. and d.
11. The VACUUM LOW/INOP annunciator is
illuminated indicating
a. vacuum is outside the required range
for proper instrument function
b. my aircraft does not have a vacuum
low light
c. my aircraft vacuum low light does
not work
d. standby vacuum should be selected,
if available
e. all of the above
12. The ICE DEFLECTOR ON annunciator is
illuminated in the JetProp indicating
a. the ice deflector switch has been
selected and the door is deflecting ice
b. the ice detection system has detected
ice and the ice door should be selected
to deflect ice

c. airspeed will be reduced with the
ice deflector light on at comparable
power settings
d. airspeed will not be affected with the
ice deflector light on at comparable
power settings.
e. a. and c.
f. b. and d.
13. The ANNUNCIATOR INOP light is
illuminated in Mirage, Meridian, and
some JetProp aircraft indicating
a. the annunciator system has failed or the
annunciator press-to-test switch has
been depressed when the day/night
dimming switch is in the night position
b. the annunciator that is illuminated is
giving a false indication
c. all electrical power to the aircraft has
been lost
d. a. and c.
14. The EMERGENCY BLEED annunciator is
illuminated in the Meridian indicating
a. the system has been automatically
activated
b. the pilot has activated the system
c. an over temp situation in the bleed
air ducts has been detected
d. both a. and b.

e. both a. and c.
f. both b. and c.
15. The GEAR WARNING annunciator
does not go out after raising the
gear indicating
a. all three gear are not up
b. 20 degrees or more of flaps
are selected
c. power is at idle
d. any of the above
e. none of the above. The gear warning
only illuminates if there is an issue
regarding selecting gear down.

ANSWERS
1.
2.
3.
4.
5.

a.
f.
c. The JetProp only has one alternator.
c.
c. Once the engine has started, the
STARTER ENGAGED light should
be automatically distinguished in
piston models and when the starter
is deselected in turbine models.
6. d. The light will be illuminated when
ignition is in the“on/manual”position or
“auto” position at low torque settings.

7. b. If the flaps are stuck in the full up or 10
degree position, normal takeoffs and
landings can still be made. Just avoid
short run ways. Maintain airspeed
below flap limitations while in flight.
8. e.
9. d.
10. f. Use of “high boost” when the engine
driven pump is operating properly will
flood the engine and result in sudden
engine stoppage. If the engine driven
pump has failed, use “high boost” and
land as soon as practical. Limit power
to 75% or less.
11. e. Some Mirages do not have low vacuum
lights and some Malibus and Mirages
originally equipped with low vacuum
lights have had them rendered
inoperative according to Piper Service
Bulletin Number 947. These aircraft
should be placarded accordingly.
12. e.
13. a.
14. d.
15. d.

Views from a JetProp
JetProp # 100
by Robert Conrad & Mac Lewis

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

employees, business partners, friends, and
JetProp owners. They were celebrating the
delivery of JetProp #100. That’s my plane.
The transition from a piston to a turboprop
is a thrill. The plane, N463JP, is a beauty. And,
naturally JetProp #100 is an exciting milestone
for the JetProp team and organization.

Turboprop Flying
All I can say is, “wow.” I had done turboprop
demo rides before, but I was not prepared for
the first ride in the left seat. And this was just in
the Flight Safety simulator.
OK, let’s see, bring power up gently. There, that’s
about right.Whoa, I’m going over 80, rotate! Look
at that climb rate. Wait, get the nose up! I don’t
want to exceed 130 knots, max gear-up speed.
There, gear in-transit. Oh no! Busting the assigned
altitude! Talk about being behind the plane.
I’ve had plenty of Malibu time and I was soon
flying the simulator pretty well, even if I was a bit
behind the airplane sometimes. The simulator
provided good experience with emergencies
and routine handling. And now, after completing
the factory hands-on program, I am definitely
comfortable in the plane. As with most flying
certifications and qualifications, I am now ready
for continued learning.

Vast Experience
In this issue, I have the occasion to present
the delivery of the 100th JetProp to Mac Lewis.
Making life even better, the story is told by Mac
himself, allowing me to sit back and let him do
the work.
I met Mac Lewis at the MMOPA convention in
September. I asked if he would be willing to
share with the MMOPA group his experience
of having his Mirage converted to a JetProp,
and he readily agreed. You will pick up on Mac’s
excitement as you read about his experience.
He is a lucky guy, but deserving of the honor. To
justify my existence in this column, I interview
Darwin Conrad, which I present at the end of
Mac’s article. Here is Mac’s story.

Christmas Present
I arrived just before Christmas, on Monday
December 16th, to pick up my JetProp. The week
culminated on Friday afternoon, December 20th
with a celebration. JetProp, LLC and Rocket
Engineering founders Darwin Conrad and
Jeanie Sadler were throwing a party for their
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I write this with my vast experience of about
35 hours of actually flying the machine. What
a great plane. I am delighted, and would like
to share with MMOPA members my sense of
wonder and excitement in the transition to
turboprop flying. In terms of pure enjoyment,
the experience is worth the price of admission
(fortunately).Then there is the intangible benefit
of appreciative looks at the sleek aircraft. With
just a few hours in the airplane, I was taxiing off
the runway at Lewiston, and the tower controller
said, “That plane’s a beauty”.

Taming the Beast
Malibu pilots are familiar with a steady but sedate
climb. I remember, though, how impressed I was
with the Malibu compared to my prior steeds.
But when I took off in the JetProp from Boise,
Idaho (elev. 2870’) on Runway 10, the tower
asked for a 270° climbing right turn to the north
in order to gain altitude before reaching higher
terrain. Doing a standard-rate turn, I was at 7,500
feet when re-crossing the airport. That put me at
4,500 feet AGL in about 90 seconds!

Flying near the northwest Rockies is a beautiful
place to train. JetProp’s main instructor, Mark
Conlin, led me gently but firmly to fly to ATP
standards. I was soon flying the plane smoothly,
with stabilized approaches. There is plenty of
power available when you need it, so it feels
like I’m flying an airliner. I also had the pleasure
of flying additional dual time with JetProp
Engineers/Test pilots, Ed Parrott and Rick Runyan,
each providing additional valuable insights
to the PT6 engine, other systems and flying
techniques. Eric Highberg, a reformed lawyer
and JetProp Director of Training, took the lead on
factory ground school and systems instruction.
John Larson (head of Electrical Systems),
Curtis Vandergriffe (Director of Production &
Maintenance) and other JetProp technicians
provided additional systems instruction. Darwin
also provided flying time with some surprises
thrown in, checking my familiarity with various
emergency procedures.

Melting Pot
My training partners at Flight Safety were
Frantisek Kubik and his friends, brothers Jurgen
& Klaus Tepper. The week before delivery of my
plane, Frantisek picked up his converted Malibu
(JetProp #88), and then flew with Jurgen over
Hudson Bay, Greenland, the North Atlantic
and back to Germany. The community of
airplane owners is open and friendly, and it
was a pleasure to spend a week in training with
these folks. They manage a European Malibu
site http://www.mmig46.de/ and arrange an
annual Malibu flying tour (last year was over
East Africa). I gather the JetProp is a popular
plane for Europe since it has a gross weight that
is just low enough to avoid significantly higher
user fees. With the introduction of JetProps &
Meridians, the number of turboprop owners
and pilots has grown rapidly, and I am glad to
be part of this group.

JetProp # 100
N463JP is a beautiful, fully loaded 1999 Mirage.
As a ‘99 she has a stronger wing spar than earlier
Mirages, enabling a slightly higher gross weight
of 4340 lbs. And the 1999 Mirages have the
wonderful King 225 autopilot (later replaced in
2000 models by an STEC autopilot). In addition,
she is one of a few Mirages with a King EFIS (a
pricey, but nice step up from the Sandel that I
had on my Malibu).
The first owner was Joe Mentor, who now flies a
TBM. His wife selected a unique paint color and
design. My first impression was, “purple?” But
the striking metallic color has grown on me.

My friend Bob Lux, here in Minnesota, was the
second owner and he added a pair of Garmin
530’s, a Skywatch and an air-data computer.
Fortunately for me, his family is getting bigger
(cute kids are becoming gangly, bigger and
heavier teenagers) and he was selling his Mirage
for something with greater useful load.
I had been kicking tires on the idea of a
turboprop for some time. After all, looking
is harmless, and cost free. But when the
Lycoming crankshaft AD grounded Bob’s
airplane, I could not help myself and made an
offer. Soon 3JP was off to Spokane for the 12
week JetProp conversion.

Perpetual Gift
With our new JetProp, Mary feels that I am set for
many holidays to come. As I was spending more
time preparing for (some might say “obsessing
over”) the JetProp training and delivery, Mary
was beginning to refer to the plane as “the other
woman”. Then the inevitable happened, and
Mary christened N463JP “Julie”. I was hoping for
the nickname “papa” but that, alas, was not to be.
But hey, that is a small price to pay.

JetProp, LLC & Rocket
Engineering Corp
The 100th JetProp is of course the accomplishment
of Darwin Conrad, Jeanie Sadler and their team
in Spokane. Jeanie emphasizes that their goal is
“to be good to their customers” and I can confirm
that they are indeed.
Rocket worked for 3 years to get their first STCs
approved. At times, in the early days of Rocket
Engineering, Darwin and Jeanie took no salary
and held supplemental jobs, to“pay the rent”.They
have subsequently delivered over 200 Mooney
Missile and Rocket conversions based on their
initial STCs. If imitation is the sincerest form of
flattery, these were successful designs, as they
are now incorporated into the current product
versions of the Bravo, Ovation and Eagle.
In order to develop a turboprop STC for the
Malibu/Mirage, Darwin knew he would need
outside financing. JetProp, LLC was founded in
1995 with Warren Wood as an investor. The STC
was issued and announced at Oshkosh in July,
1998. Commenting on his JetProp investment,
Wood said “I didn’t know if I would make any
money on JetProp, but at least I figured I would
get a good fast plane.”

Product Enhancements
The JetProp organization continues to invest
in product enhancements; they have doubled
their original investment in the current JetProp
program. Most notable areas of effort include
a gross weight increase (still not approved),
the new PT6–35 engine, new prop, wheel well
fairings, cabin heating improvements, new

Moritz engine instrumentation and over 50
pounds that have been taken out of the finished
converted plane. JetProp is operating “in the
black”, and Warren is on his third “fast plane.”

percentage of the fleet, sometimes a small
percentage. In contrast, a successful new aircraft
type certificate can produce new planes as long
as there is market demand.

Given the lead-time to bring an STC to market,
Rocket Engineering and JetProp have a steady
stream of new STCs in their pipeline. At Oshkosh
this past year they announced the TurbineAir,
a turboprop conversion for the unpressurized
Bonanza B36TC (featured in Cody Ramsey’s article
this issue). More STCs are in the works, but have
not been revealed to the public.Maybe something
that will offer near business jet performance, at a
fraction of the operating cost?

Benefits of Competition

STC vs. OEM
The STC process enables innovation to reach the
marketplace, and aftermarket improvements
often ultimately become embedded in new
aircraft certifications. The STC process is difficult,
as Dave Coats has often pointed out, and
approval through the FAA is time consuming
and frustrating. But getting an STC through FAA
approval and to market is an order of magnitude
less expensive than an FAA type certificate for
a new plane. I do not know the actual numbers,
but my impression is that the cost of developing
the JetProp STC is on the order of several million
dollars, compared to an estimated $70 million
to develop and certify the new Piper Meridian.
The company pushing a STC has the advantage
of modifying a product that has already been
through the expensive certification process.
On the other hand, despite this vast difference
in development cost, the potential return on
investment may be similar for an STC and
new type certificate due to a smaller market
for the STC. Revenue from a successful STC
will be limited to a market consisting of some

We will never know if Piper would have
developed the Meridian without the example
from JetProp. Piper would almost surely claim
they would. But in any case, the JetProp program
clearly demonstrated the capabilities, operating
costs, and market interests for a turbinepowered airplane based on the Mirage body.
As consumers, we all benefit by having choices.
Whether you are a fan of the Meridian or JetProp,
competition makes both better products, and
drives each organization to do a better job.
Darwin is obviously biased in favor of
the JetProp, and so am I. Darwin believes that
the lighter weight of the PT6-34 (and -35),
pitot-ram-air design, economical operation,
lower cost distribution and other innovations
make the JetProp a better and more economical
product. Those favoring the Meridian will clearly
have a different perspective, and will love the
Meridian as much as I adore the JetProp.

Bottom Line
Returning to Minnesota in my new JetProp, a
friend tracked my progress on Flight Explorer.
He saw me doing 345 knots (with benefit of a
good tailwind to be sure). I was doing an honest
265 knots, using 34 gph at FL 270, and I was not
maxed out on any engine parameters (torque or
temperatures). This performance is a 33% speed
increase over my Malibu. With JetProp’s faster
climb-rate to cruise altitude, and ability to stay
there longer, some JetProp owners experience
50% improvement in total trip time.
cont. on page 27
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Attention Mirage Owners:
Don’t Accept Compromised Performance & Reliability.
Plan Now for the EFG MAGNUM™ Mirage Upgrades.
Coming Soon!
Yep, this is a good fast plane.

Whether you prefer JetProps or Meridians, these
are great planes to fly. And we can all appreciate
the innovation of the Rocket Engineering and
JetProp team. As Darwin Conrad has commented,
“This is something I can do, that is kind of
fun, and helps people with better products”.
Congratulations to Darwin, Jeanie and team for
delivery of JetProp #100! And, a special thanks
from me.

Bob Conrad Interviews Darwin Conrad
I would like to thank Mac Lewis for helping me
write this column. We all wish for him lasting
excitement every time he pushes the START
button on his new JetProp. But I will take back
control of my column now! Before getting
to Darwin, I would like to offer some quick
background on how I came to know and love
the JetProp. When I was young my father would
always tell me that my first $1000 would be the
hardest to earn, and that the second $1000 would
follow quickly behind. He was right. When I
became a Plectron dealer (alert receivers for
firemen’s homes), the distributor told me that
the first time I made $1000 in one night, I would
feel like the car was riding on a cloud on my way
home. He, too, was right. When we sold our 1000th
pager, we had sufficient numbers to support
our own backbone system, preparing the way
for explosive growth. We always celebrate such
milestones, and for good reason. So when JetProp
#100 was coming up, I assumed Darwin Conrad
and his gang would be celebrating. In fact, when
I picked up my bird after the conversion (#39),
Darwin and Jeanie shared with me that their first
goal was #100.
My father always said, “Never buy the first of
anything.” I must admit that I dragged my feet
so as not to have an “old” conversion before I
left the factory. One year later, I revisited the
factory while I was in the area, and Darwin
seized the opportunity to update my airplane
to the standards of the planes coming out of
conversion at that time (#69).What a great feeling
PR on their part. So far, there have been
The Magnum Mirage program consists of 7 STC projects, each designedand
to great
resolve
long-standing concerns
no AD’s, so maybe my father’s wisdom was not
the Mirage powerplant installation. A major milestone was reached in February
when
right in this
case.ﬂight testing began on a
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able to make all
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all the latest and greatest instrumentation, just
to make the very best JetProp we can.
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worked hard
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Turbine Times
The New TurbineAir PropJet Bonanza
by Cody Ramsey

Cody Ramsey
Cody, who has been flying since
1981, has amassed over 5,500
hours in general aviation aircraft,
with approximately one third of
that time in turbine airplanes. He
currently holds an ATP, CFII-MEI,
and has taught at both EmbryRiddle Aeronautical University
and FlightSafety International.
While at 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.

The latest addition to the single-engine turbine
world comes in the form of a turboprop Bonanza
from Rocket Engineering (the same folks that
bring you the JetProp DLX). This airplane is a
recipe for excitement:one part durable Beechcraft
B36 airframe, one part Pratt and Whitney PT6A
turboprop engine, and a dash of the latest and
greatest in Garmin, UPS, BFGoodrich and Ryan
avionics. This is a heart pounding, eye-blurring
go-fast airplane that draws a crowd every time
you land. This airplane is truly a joy to fly.

Variation on a Theme
The idea for the Propjet Bonanza is not new.
Since 1985 about sixty A36 airframes have
been converted to turbine power by Tradewind
Turbines of Amarillo, TX using the Allison (now
Rolls Royce) turboprop engine. What makes the
TurbineAir conversion stand out is the switch to
the Pratt & Whitney engine. Not only is there an
increase in speed, but the ability to carry that
speed to higher altitudes. Because the air gets
thinner with altitude, air resistance diminishes
and true airspeed increases. At some altitude
we reach a condition where true airspeed is at
a maximum for a given horsepower.

Powerplant
The Bonanza conversion sports a PT6A-21 engine
(same as that on the new King Air C-90B) rated at
680 HP, flat–rated down to 500 HP for all phases of
flight. With this kind of flat rating differential you
can maintain the 500HP to about 18,000’ before
any degradation is noticeable. At the aircraft’s
ceiling of 25,000’ the TurbineAir is cruising at
over 250 KTAS. Did you catch that? A Bonanza
with 500 HP available to 18,000’ and a 250+ KTAS
cruise speed? This beast is fast.

Simple Idea
The idea for the TurbineAir was straightforward:
create an airplane capable of high altitude, high
speed flight, but that was equally suited for lower
altitudes. In short, build an airplane that can have
the best of both worlds. Like its predecessor, the
Tradewind Turbine Bonanza, the TurbineAir can
comfortably operate at 10,000-13,000 feet at
200 KTAS, burning 21 gph. This is down in “bug
smasher territory” according to a jet jockey friend
of mine. But unlike the Tradewind airplane, the
TurbineAir can smartly climb into the flight
levels and cruise with the rest of the turboprops.
Many operators will choose between 16,000’
and 17,000’ for flights less than 300 NM. The
airplane cruises comfortably at about 230 KTAS
at those altitudes. For the longer trips, or to get
over weather, 21,000-25,000’ is easily attainable
at speeds settling in at about 250 KTAS.
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Unpressurized Turbine Airplane?
The big objection to an unpressurized airplane
operating at high altitude has been the oxygen
issue. And, until this airplane, I totally agreed. I
hate to wear nasal cannulas or oxygen masks,
as does every passenger I have ever known.
Supplemental oxygen is uncomfortable and
unwieldy. Also, the airlines have inadvertently
indoctrinated folks into equating oxygen masks
with an emergency condition, which makes for
nervous passengers. The solution is to create an
oxygen delivery system so non-intrusive that
people can essentially be unaware that oxygen
is being provided.

New Oxygen Delivery System
Enter the Bose series-ten headset with the
patent-pending oxygen aerator boom. As
you put on your headset for flight, place the
microphone boom in front of your mouth as
you normally would. At the same time, place
the oxygen boom in front of your upper lip, just
above the microphone boom. Oxygen is now
gently directed to your mouth and nose. As you
take a normal breath you are actually breathing
a combination of pure oxygen and air. Unlike
nasal cannulas, your nose does not begin to run
and your throat does not get dry. In fact, I have
had three people flying in the airplane, and all
completely forget they were breathing oxygen
at all. One passenger even asked, “don’t you
think we should have oxygen at this altitude?”
I can say without equivocation; this is the first
high altitude unpressurized airplane I have really
enjoyed flying.

Known Icing
Another objection to the Bonanza has been the
lack of known icing equipment. Again, I totally
agree. On the other hand, I have discovered that
with this much horsepower and speed, I have yet
to encounter icing conditions that I could not
either climb over or circumnavigate quickly.
Such conditions clearly exist, but I have not
run into them yet. The whole idea of this added
performance is the ability to have options and
create greater safety margins, not to go barreling
through all the adverse weather you can find.
Don’t get me wrong, I like pressurized flight and
de-ice equipment. But the difference in comfort
and safety for this particular airplane and its
pressurized counterparts has been minimized. I
would wager most Malibu operators would make
the transition (although many would not be so
inclined to begin with) without much objection
once they experienced the airplane in flight.
cont. on page 27
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Views From a JetProp
(continued)

Yep, this is a good fast plane.
Whether you prefer JetProps or Meridians, these
are great planes to fly. And we can all appreciate
the innovation of the Rocket Engineering and
JetProp team. As Darwin Conrad has commented,
“This is something I can do, that is kind of
fun, and helps people with better products”.
Congratulations to Darwin, Jeanie and team for
delivery of JetProp #100! And, a special thanks
from me.

Bob Conrad Interviews Darwin Conrad
I would like to thank Mac Lewis for helping me
write this column. We all wish for him lasting
excitement every time he pushes the START
button on his new JetProp. But I will take back
control of my column now! Before getting
to Darwin, I would like to offer some quick
background on how I came to know and love
the JetProp. When I was young my father would
always tell me that my first $1000 would be the
hardest to earn, and that the second $1000 would
follow quickly behind. He was right. When I
became a Plectron dealer (alert receivers for
firemen’s homes), the distributor told me that
the first time I made $1000 in one night, I would
feel like the car was riding on a cloud on my way
home. He, too, was right. When we sold our 1000th
pager, we had sufficient numbers to support
our own backbone system, preparing the way
for explosive growth. We always celebrate such
milestones, and for good reason. So when JetProp
#100 was coming up, I assumed Darwin Conrad
and his gang would be celebrating. In fact, when
I picked up my bird after the conversion (#39),
Darwin and Jeanie shared with me that their first
goal was #100.
My father always said, “Never buy the first of
anything.” I must admit that I dragged my feet
so as not to have an “old” conversion before I
left the factory. One year later, I revisited the
factory while I was in the area, and Darwin

seized the opportunity to update my airplane
to the standards of the planes coming out of
conversion at that time (#69).What a great feeling
and great PR on their part. So far, there have been
no AD’s, so maybe my father’s wisdom was not
right in this case.
Q. I know that #100 is important to you.
What has achieving this goal meant to
you and JetProp?
A. We’re excited to hit the 100th airplane. It is
a milestone, especially in conversions. We’re
excited that we have been able to make all
the upgrades available for retrofit with the
new Dash 35 engine, the new propeller and
all the latest and greatest instrumentation, just
to make the very best JetProp we can.
Q. I know you worked hard to make #100 a special
airplane; are there more improvements in the
pipeline that are not found on #100?
A. There are three things that #100 does not
have, but we are going to have this year. They
are: the gross weight increase, the new air
conditioner fan, and an additional heater that
we are putting in the back to help when it
gets really cold. All of these items are retrofits
back to #1.
Q. Is there anything new in the works for
the JetProp?
A. I don’t know if we can get it much nicer. With
the new instrumentation it really dresses the
panel up and for the most part no matter
whether you have #1 or #100 they all fly
the same.
Q. So what does the future hold for you?
A. We’re just going to keep on rolling. We just got
certified with the Bonanza so we’re now going
full-blown with that conversion.

CONTINUED FROM PAGE 12
AVIATION NEWS

area at the time, and a visual flight rules flight
plan was filed. The Spanish pilot and two
Spanish passengers received fatal injuries, and
the airplane was destroyed. The flight originated
in Palma, Spain, the same day, about 1050.

MMOPA Board Meeting
The MMOPA Board had a scheduled board
meeting at the end of March in St. Augustine,
Florida. We will finish with the final plans for
the annual fall meeting, including the academic
program. Tucson, Arizona, will be hard to beat,
but we will continue to strive to improve each
year, building on past success. Do not forget to
mark your calendars for October 15 – 19 at the
Renaissance World Golf Resort and Hotel in
St. Augustine.

CONTINUED FROM PAGE 24
TURBINE TIMES

Comfort Zone
The converted Bonanza offers some impressive
environmental comforts. First, the TurbineAir
has the best air conditioning and heating system
I have seen on an aircraft. Second, a pressure
blower prevents exhaust smell or fumes from
entering the cabin (something to consider in an
unpressurized bird). Third, this airplane is much
quieter than its piston counterpart.

Test Drive
Leaving Orange County airport in Southern
California, the controller asked us to “say type
Bonanza” as we were climbing through 10,000
feet. He asked because we were out-climbing
all the traffic leaving the airport. I disclosed the
“turbine” addition to our B36 designation, and
we were cleared directly to flight level 230, a rare
event coming out of the Los Angeles basin. We
leveled off at FL230 in less than 13 minutes after
takeoff. As fate would have it, we had a 70 knot
tailwind at that altitude, giving us a ground speed
of 324 knots. We now had a different controller,
and he made the point that we were the fastest
Bonanza he had ever seen, even considering the
favorable winds. As our heads were swelling with
pride, an America West pilot asked the controller
to please repeat our ground speed as he thought
he had heard there was a Bonanza at 23,000
doing 324 knots. The controller confirmed this,
and we were inundated with questions for the
next 50 miles until we got a frequency change.
In any airplane, speed is fun, but our performance
was really a “head sweller” that night.
As I have offered before, “remember; life is not
a dress rehearsal”. If you are not flying a turbine
airplane now, I hope you’ll have the opportunity
sometime in your life. The thrill is hard to beat.
Even if the ride is in an unpressurized airplane.
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“You mean we’ll be out in the Gulf of Mexico?” This was my somewhat
incredulous response during a telephone conversation when I booked
seats for Tom Polgreen and me in the two-day Open Water Survival Course
offered by Stark Survival Training. Not impressed by my skepticism, the
instructor replied calmly, “Well, you’re not going to ditch your aircraft in
a swimming pool.”

Wet and Wild
While ditching often seems only a remote possibility, training and
equipment are all that stand between you and survival, if you should
splash. According to Lt. Comdr. Paul Stuart, one aircraft per day ditches
somewhere within the continental United States. While this is an
astonishing statistic, Stuart should know since he is an international
search and rescue coordinator and SARSAT (satellite-aided search and
rescue) officer for the U.S. Coast Guard. According to Stuart, ditching
for the most part is survivable, but you have to plan properly and be as
prepared as possible.
So, in early April, Tom and I flew out to Panama City, Florida, to join two
other participants for two days of classroom and open water training.
Starting when I was an 80 hour private pilot, I have made dozens of trips
in single engine aircraft to the Bahamas, to the Caribbean, over Lake
Michigan and over gulfs and straights. Now I realize how unprepared I
was for a possible ditching at sea. Naively, I always thought that one bright
orange life vest per person would be sufficient to ensure our safety.

OPEN WATER Survival Training
by Mel Rushton
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Dry Beginning

Fighting the Elements

Our classroom session began with a review of ditching procedures. I will
not cover those here, but you should make a point to review them. Even
if you are not planning to fly over the ocean, remember that lakes, rivers
and other bodies of water may afford you a better chance of surviving an
off-airport landing than more hostile surrounding terrain. Granted, during
a ditching, you are essentially both a student pilot trying to teach yourself
a totally new maneuver and a test pilot, because your airplane was not
designed to be ditched. However, survivability is greatly improved for
those who have taken a course in simulated evacuation analysis, survival
methodology and life raft training.

We moved on to a discussion of coping with the environment after a
successful ditching. Both warm and cold climates have their challenges.
Hypothermia, dehydration, protective flotation (anti-exposure suits
and/or rafts) and food and water procurement are concerns in either
case. In warm climates, exposure to the sun and to hostile sea life are of
greater concern to survivors. In a cold climate an immersion suit is a must,
because the greatest problem facing survivors is hypothermia. Look at
the following table of life expectancy times for immersion in different
water temperatures:

High Seas Networking
Next we discussed the Automated Merchant Vessel Reporting
System (AMVERS) . I had no idea that such a network existed.
Within minutes of a distress call over the open seas the pilot
will be given the name and location of every merchant vessel
within 100 miles of the aircraft’s reported position. If the flight
plan has been followed and the position is on course, rescue is expedited.
Several years ago a Dassault Falcon 20 made a power-on ditching near
a ship to which it was diverted after declaring a low-fuel emergency
over the North Sea. Everyone onboard was extracted immediately
without injury.

Water Temperature

Time

70F – 60F (21C – 15.5C)

12 hours

60F – 50F (15.5C – 10C)

6 hours

50F – 40F (10C – 4.5C)

1 hour

40F and below
(4.5C and below)

less than
1 hour

“survivability is greatly improved for
those who have taken a course in
simulated evacuation analysis, survival
methodology and life raft training.”
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Open Water Survival Training
(continued)

As these numbers demonstrate, without proper planning and
protection, survival is not ensured even after successfully getting your
airplane down.

The Long Haul
Long-term survivability was discussed next. On the night of January 29, 1982,
Steven Callahan set sail in his small sloop from the Canary Islands bound
for the Caribbean. Six days out, the sloop sank, and Callahan found himself
adrift in the Atlantic in a five-and-a-half-foot inflatable raft with only three
pounds of food and eight pints of water. He would drift for seventy-six days
over eighteen hundred miles of ocean before he reached land and rescue.
(Adrift is the story of his survival.) Others have survived similar durations
at sea: The Butlers were at sea 63 days and the Bailys for 117 days.
These tales of survival emphasized all of the physiological problems that
need to be overcome in order to survive long-term. Injuries, first aid,
seasickness, predators and fear were all discussed during the course. An
important tip for those flying over rough seas: carry Dramamine in your shirt
pocket and instruct everyone to take it as soon as a ditching is inevitable.
Once in the rolling surf, taking Dramamine cannot prevent seasickness.
The liquid and food loss that would occur during vomiting will negatively
impact your chances of survival.

Let us Begin
After discussing seasickness, and just prior to our first open water session,
I was not convinced we had arrived at exactly the best time to eat, but
lunchtime was upon us. After our mid-day meal we headed out to the
dock to board a rented dive boat that would take us into St. Andrews Bay.
Its waters were a chilly 68 degrees Fahrenheit, so wetsuits were provided.
All participants welcomed their use since we would be spending the next
eight hours in and out of the water.

Fireworks
Once anchored in the bay, we started our training by learning how to use
signaling devices. This included the use of a signal mirror, locator beacons,
flares, flashlights,“see” rescue ribbons and water dyes. Each participant was
encouraged to operate each different piece of equipment. Our ship’s captain
had alerted the Coast Guard of our intention to fire hand-held and aerial
flares. I found it interesting to note that only one boat pulled up alongside
to ask about the nature of our “emergency” during our fireworks display.
Then it was time to don the wetsuits and to slip on and inflate those life
vests with the CO2 cartridges (the same that you have seen flight attendants
demonstrate hundreds of times). I suggest that at least once you and
your passengers don those little yellow vests and yank on the lanyards to
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experience the explosive effect of inflation and near strangulation seconds
later. We are not talking life vests like you use on your water ski boat or
personal water craft. The experience is well worth the cost of a few CO2
cartridges (replaceable in the vests) to understand first hand what happens
when that cord is pulled.

Huddle Up
Life vests inflated (as you are deplaning, remember), we jumped into the
water and were asked to form a huddle. This helps everyone stay warm
and keeps people from drifting apart. We were surprised by a few effects of
wearing that ubiquitous, yellow life vest. First, an overly inflated vest can feel
like it is going to slip over your head (but the instructor assured us that is not
the case). Second, the one woman in our group discovered a propensity to
float on her back, making her efforts to remain vertical in the huddle more
problematic. Third, two of the four in the huddle found it better to stretch
the waist strap of the life vest under their butts to help stay more vertical.
These small experiments were far better to complete under the watchful
eye of instructors nearby on jet skis than during an actual emergency when
you are on your own. After getting thusly acquainted with the life vests and
perfecting the huddle, I had my first personal water craft ride as the dive
boat crew retrieved us one by one, and took us back to the boat.

Home Away From Home
Next we tossed the compact (1 x 2 x 3 foot) fifty pound yellow package out
to sea, and watched the beast magically explode into a “home” for six to nine
survivors. We learned that the lanyard must be attached to the aircraft and
that a sinking aircraft will not pull the raft under the water. The lanyard is
designed to break away under a certain force. Furthermore, the lanyard is
to be used to pull oneself into the raft. Without staying in contact with the
lanyard, swimming back to the raft after drifting away will soon become
impossible in rough seas. Boarding the raft over side walls towering two to
three feet above the surface (in calm water, no less) was another experience
all to itself. Sure, the second and subsequent survivors can be helped into
the raft by those who have gone before, but what about that first guy or
gal? So, of course, each of us had to board the raft unassisted.
Once onboard we learned to use the equipment in the survival bag inside
of the raft. This included: using a hand pump to further inflate the raft and
its support tubes and canopy; using the bailer bucket and sponges to bail
out sea water; using the desalinization pump to produce drinking water;
once again trying out the whistle and signal mirror; and setting off each and
every different type of flare, smoke signal, dye marker and rescue ribbon
(without burning a hole in the raft or asphyxiating its occupants). Other
items in the survival package included a raft repair kit with tape and clamps
(to repair those nasty cuts made by shark fins), paddles, flashlights and spare

batteries, a first aid kit, a knife, an oral inflation tube, a survival manual, food
rations and a whole 4 ounces of water per person! Not being hungry, we
stopped short of putting the survival bag’s fishing line to use.

Box Dinners
Speaking of food, remaining survivors in the raft were hauled back to the
dive boat to savor boxed dinners provided by the hotel. Our dinners were
marginally better than the 500 kcal, food ration, shrink-wrapped bar that
we sampled during our visit to the raft. That bar may “meet or exceed the
requirements of FAR 135.167”, but it tasted like sweetened sawdust to us.
Why a boxed dinner on the dive boat, you wonder? Well, after dark, we
were instructed to repeat everything I just described . . .
We docked about 11 pm, so there was no partying that night. Oh, we did
each have a beer in the Monday-night-empty hotel bar. So with that, and
the long day behind me, I certainly slept soundly that night, despite the
swaying of the bedroom.

Rough Waters
But rest was short. The next morning we met at the dock at 0800 to begin the
exciting activities of Day 2. You thought we had covered about everything
involved in survival at sea on Day 1, right? Well, we thought so, too. However,
protected St. Andrews Bay is not the same as The Gulf of Mexico, even on a
clear, storm free day. So we shipped off in search of the not-so-calm waters
of the Gulf. Within minutes of dropping anchor, I was turning green. While
the swells were only two to three feet high, I fought to keep that hotel
breakfast down. We hurried the instructor into launching the raft so we
could complete the morning’s exercises. Essentially we repeated the two
previous sessions (huddle, raft boarding, use of survival kit). However, this
time the higher seas made everything a bit more challenging. While we
actually felt a little better while in the water and when down low in the
raft, we hurriedly checked off our required exercises. We kept the bailing
down to two or three pails full and the drinking water extraction down to
two or three ounces. Forget the signaling devices: we were all too close
to losing breakfast, and eager to return to the calmer waters of the hotel
swimming pool.

“fuselage” under water with the aircraft seat sticking out of the surface of the
pool. At first, I did not understand, but as our instructor began explaining
the submerged cabin scenario, the world became frighteningly clear. We
were to climb on top of the fuselage, strap ourselves into the seat using a
three-point harness type of seatbelt and prepare to be dunked! We were
told to relax (sure), take a deep breath while the assistant rolled the seat 180
degrees about its mounting hinge. That would place us inside the “fuselage”
inverted. We were then to wait eight seconds (why?), orient ourselves by
grabbing onto something on the “ceiling” of the “aircraft”, release our
seatbelt, turn ourselves over and swim to the fuselage’s “emergency exit”.
We were kept from exiting the “sides” of our fuselage mockup by the ever
so “helpful” (but vigilant) instructor and his assistant. They were wearing
scuba gear and monitoring our situation under water.
When our instructor asked for the first volunteer, I remember reluctantly
committing myself after no hands were raised for what seemed like many
minutes. Once each participant had done the tuck and roll once, however,
we were fighting each other to go again and again. On some “evacuations”,
we were allowed to use a Spare Air bottle. After being inverted into the
water, we would located the Spare Air (previously strapped to our arms,
for example), clear its regulator, begin breathing, release the seatbelt and
swim to the nearest exit. Using this tool made for less anxiety, and allowed
us to not be in such a hurry to escape. Our submerged cabin simulation
ended with us performing the evacuation one last time while blindfolded.
After all, a ditching could occur at night and I am sure the cabin would be
as black as squid’s ink.

Wet Footprint
While our turbine and piston engines and systems are reliable, engine
failures, mechanical problems and fires do occur. If you have a “wet footprint”
(something all single engine pilots always have as soon as the aircraft is
beyond gliding distance of the shore), you need to know where you are,
what resources and options you have available, and how you will ditch
your aircraft and survive until you and your passengers are rescued. Just as
with flying skills, training for open water emergencies can greatly improve
everyone’s chance of survival if ditching becomes necessary.

Dunk and Roll

Crossing the Pond

With stomachs settled, we ate lunch at a Chinese restaurant next to the
hotel before meeting again at the hotel’s indoor pool. The pool, with 80
degree water and adjacent Jacuzzi, was a welcome sight after a morning in
the chilly Gulf. We arrived to find our instructor and his assistant ominously
assembling a fuselage mockup made of PVC pipes. When finished, the
“dunker” was a tube about 4 x 4 x 8 feet, with an aircraft seat mounted
on top. It was then submerged in about 4.5 feet of water. This placed the

Why did Tom and I attend the Stark Survival Course? The course was one
way we prepared for our flight to the Paris Air Show. Stay tuned for an article
about our first crossing of the “Pond”. And, if the unthinkable should occur
during the 30 or so hours that we will have a “wet footprint”, you’ll still read
another article from us: one about how we survived with the help of our
open water survival course.
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Preliminary Data

Socata TBM 700C2
The ultimate flying machine
EADS Socata introduces the newest version of its highperformance turboprop, the TBM 700C2, with maximum
takeoff weight increased to 7,394 pounds.
The TBM 700C2 retains the superb handling qualities, sleek
lines and robust construction of the original A and B models,
introduced in 1991 and 1999.
The culmination of 10 years of fine-tuning the TBM 700, the C2
is the ultimate model of the ultimate flying machine by EADS Socata.
Enhanced capabilities
The C2’s most striking new feature is an 816 lb increase in
maximum takeoff weight, to 7394 lb.
You can now easily fly non-stop from New York to Miami, Los
Angeles to Denver or Chicago to Houston with six people on
board, in a luxurious corporate flight environment.
Cruising at 31,000 ft after a fast climb, you will enjoy a safe, fast
and fuel-efficient flight to your destination – all qualities that
make the TBM 700C2 a real productivity enhancer for corporate
and personal travel.
Superior comfort and safety
Step aboard the newly designed TBM 700C2 and sink into
unrivaled cabin comfort – starting with luxurious new seats
dynamically tested to more than 20G, incorporating built-in
reel-up seat belts in compliance with stringent FAR Part 23
safety standards. A closer look reveals a unique blend of
exceptional materials throughout the plane.

While the front luggage compartment will still accommodate
the aircraft outfit, an additional luggage compartment will be
added behind the pressurized cabin on all C models. Whether
you’re traveling light, or loaded for bear, the C2 has the
carrying capacity you need.
Integrated instrument panel
The state-of-the-art instrument panel is the most advanced on
any turboprop today. Complementing the two avionics suites
offered as standard equipment (Garmin or Honeywell), the
Honeywell Integrated Hazard and Awareness System (IHAS
8000) is fitted on all TBM 700C2s.
The IHAS 8000 is an advanced system that integrates the four
major airborne safety systems: position awareness, weather
avoidance, traffic advisories and terrain warning. It significantly
enhances situational awareness and delivers a wealth of safety
information.
Each and every TBM 700 has a long legacy of proven
performance, craftsmanship and customer-centric attention to
detail.
Step up to the ultimate flying machine, your TBM 700C2.

Our new interior styling reflects all the quality you expect from
high-end business jets. The finest leathers and Alcantara ultrasuede fabrics are now available, while tables and cabinets are
crafted from the finest burlwood, polished to a mirror-like
finish.
EADS Socata engineers paid special attention to overall cabin
comfort: the TBM 700C2 features new environmental control
and air conditioning systems with higher cooling capacity and
automatic temperature control, to reduce pilot workload and
make sure you arrive relaxed and refreshed at your destination.
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Front
storage

Optional
pilot
door

Standard
large
door

New rear
storage

Powerplant
Nominal power:
Propeller:

PWC PT6A-64 turboprop
700 SHP.
Constant-speed four-bladed Hartzell,
all metal, reversible and feathering.

Fuel
Approved fuel types:
Usable fuel capacity:

Jet A, A1, B, JP4, JP5, JP8
281.6 gallons (1,066 l)

Weights
Basic empty weight:
4,651 Ibs (2,110 kg)
Maximum zero fuel weight:
6,031 lbs (2,736 kg)
Maximum takeoff weight (MTOW):
7,394 Ibs (3,354 kg)
Maximum payload:
1,380 lbs (626 kg)
Maximum payload with maximum fuel:
897 lbs (407 kg)
Maximum luggage capacity in storage areas:
242 lbs (110 kg)
Dimensions
Cabin length:
13.29 ft (4.050 m)
Cabin width:
3.97 ft (1.210 m)
Maximum volume:
123.6 cu.ft (3.5 m3)
Rear access door dimensions:
47 in x 42 in (1.19 m x 1.08 m)
Rear luggage compartment: 16 x 12 x 31.5 in (0.410 x 0.320 x 0.870 m)
Rear luggage door dimensions: 15 x 10 in ( 0.385 x 0.250 m)
Performance
Time to climb to 26,000 ft at MTOW:
Maximum cruise speed at 26,000 ft:
Economic cruise speed at 31,000 ft:
Operating ceiling:

2002/10 - This document is not contractual. All data contained in this information sheet can be modified without prior notice.

TBM 700C2 Preliminary Data

24 min
300 KTAS (555 km/h)
255 KTAS (472 km/h)
31,000 ft (9,468 m)

Distances
(ISA conditions at sea level at MTOW with 50 ft. obstacle clearance)
Takeoff:
2,840 ft (865 m)
Landing:
2,427 ft (741 m)
Maximum range
(ISA conditions, MTOW, NBAA IFR fuel reserve)
At maximum payload:
1,184 Nm (2,193 km)
With maximum fuel:
1,678 Nm (3,107 km)
Stall speed
All following speeds at maximum take-off weight,
at sea level, ISA conditions:
Stall speed landing configuration:
Stall speed clean:
Approach speed:

65 KIAS
83 KIAS
85 KIAS

Payload, (lb)

1600
1400
1200



1000
800
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400
200

200

400

600
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TBM 700C2 Payload/Range

New equipment:
• Avionics suite including dual Garmin GNS 530’s and/or the Honeywell
IHAS 8000 will be standard equipment on all “C” Models starting in 2003.
2002 “C” Models will be equipped with the Goodrich Skywatch.
2003 “C” Models will have the Honeywell TAS, part of the IHAS 8000.
• The new Honeywell ECS/VCS (Environmental Control System/Vapor
Control System) is partially located in the front luggage
compartment, thus using about two-thirds of the forward baggage area.
The new system becomes standard and replaces the currently optional Keith
AIr Conditioning System, with a significant improvement in cooling capacity
and ease of operation
• Engine and airframe covers and tow bar (new design) will still fit in the
front luggage compartment.
• An additional rear luggage compartment with external access door has
been added aft of the pressurized cabin.The ground vent fan has been
removed
and is no longer needed with the new Honeywell ECS/VCS unit.
• The ELT is relocated from the cabin luggage compartment to the rear part
of the fuselage, with an external access door.
• The lead acid battery becomes standard on the “C” Model. NiCad battery
is available as an option.
• The “C” Model will be certified at 31,000 ft. However in certain countries,
restrictions may apply which limit the operational ceiling due to Reduced
Vertical Separation Minimum (RVSM) regulations.
New comfort and safety features:
• New cabin layout with dynamically tested and certified seats.
• Pilot and co-pilot’s seats to have color matching 4-point integral seat belts.
• New interior light timer connected to access door.
• Wood-veneered face, top and sides of both cabinets leather covered.
• Cabin floor substructure has been strengthened to accept new seats.
• Heavy duty wheels with 10 ply tires are standard.

ISA Conditions • No wind • NBAA IFR Reserves

SOCATA AIRCRAFT INC.
North Perry Airport • 7501 Pembroke Road
Pembroke Pines, Florida 33023 • USA
Tel: (954) 893 1400 - Fax: (954) 964 0805
www.socata.eads.net - E.mail: sales@socataaircraft.com

EADS SOCATA
Le terminal - Bâtiment 413 - Zone d'aviation d'affaires
Aéroport de Paris-Le Bourget - 93350 Le Bourget cedex • France
Tel: +33(0)1 49 34 69 69 - Fax: +33(0)1 49 34 69 71
www.socata.eads.net - E.mail: info@socata.eads.net

Sound of Silence
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by
Rich Ames
As pilots, we want to share the thrill of lifting off the ground as if the
laws of gravity apply only to others. But none of us want to experience,
let alone share, a different thrill: gravity reclaiming its dominance
unexpectedly, and away from an airport. After countless hours of
training for an emergency, I never thought it would actually happen.
After all, I have been flying for thirty years without incident, with only
one minor exception. Once at high altitude I lost power for two long
minutes due to fuel icing, but quickly recovered with nothing more
serious than lost altitude and a few skipped heartbeats. But my luck
was about to run out.

Puck Time at the Frozen Four
I had been invited by three buddies to the NCAA hockey finals (the
Frozen Four) in St. Paul, Minnesota. My friends, one of whom flies a
helicopter, were introducing me to college hockey at its best. In turn,
my fellow pilot and I were introducing the other two to the freedom
and fun of traveling by light plane. Our flight from Boston to St. Paul in
N9184F, a 1984 Malibu, was the perfect opportunity get the two novice
passengers up in the air. We had a late start: in general aviation the
flights wait for the passengers rather than the reverse. We had an IFR
departure into some building and somewhat bumpy clouds. But soon
we found ourselves above the nasty weather, in crisp, clear blue skies
and abundant sunshine, with all systems go for Traverse City, Michigan,
our planned fuel stop. The first leg was smooth and uneventful. After
restocking on energy for both man and machine, we launched into the
clear night to begin the second and final portion of the trip.

Cough and Sputter
The four of us had three fun days of hockey and touring before our
Sunday morning departure to return home. We planned for a short
30-mile hop from St. Paul to Red Wing, where fuel was cheaper by
more than $1 per gallon. The money adds up when you buy 90 gallons
of fuel.
Suddenly, with no warning at all, the engine lost power and became
extremely rough. I already had selected alternate air because we had
entered some clouds and the temperature was close to freezing. After
rechecking the alternate air lever, and trying the low boost pump, I
made some mixture adjustments that seemed to revive the power, but
only for a few seconds. Then all the engine could do was cough and
sputter while turning the prop at no more than idle RPM.
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Sound of Silence
(continued)

Breaking Out
I had just broken out of the clouds after being cleared for the GPS approach
to Red Wing. I was approximately 2000 feet AGL, and the KLN90B told me the
nearest airport was our intended destination, an impossible 12 miles to the
west. I was in reaction mode, but thanks to my annual re-currency training,
I had an emergency procedure to follow. I was leveled off at the best glide
speed of 90 knots and I was pointed in the direction of the nearest airport.
But, I still had to convince myself that we were not going to make it to the
airport. This can not be happening. And oddly, even then, I thought how
bad this was for the two passengers new to flying in light planes.

White Smoke and Country Lanes
When white smoke started puffing out of the front of the cowling I knew I
had to find a place to land immediately. But where? We were over rolling,
tree-lined farm fields that looked both soft and wet. Plus I could see that
I was headed towards a river bottom area that had more trees and looked
even worse. The roadways were all single lane country roads lined with
power poles. None of them seemed to possess a straight stretch more than
a quarter mile long. None of the fields looked long enough to accommodate
a landing, and I did not want to flip over due to muddy conditions. I was
mentally picking then rejecting spots, first a short grassy field with trees at
both ends, and then a couple roads that were kind of straight, but short. But
I had to decide, a field or a road: pick one! Then I spied a street about a half
mile away off the right wing with what appeared to be a straight section
extending about a half mile. Like all other roads I saw, this one also boasted
a compliment of power lines, but only along one side. This one would have
to do. I was running out of time, altitude and options. Even as I sit writing
this, my stomach is tied in knots as I recall my effort to pick a landing spot.

Final Approach
As I line up on final approach for the straight section of road, I realize that I
am too fast. Reflexes take over and I start to push the throttle forward to go
around, of all things. What was I doing? I can not go around. I do not have
an engine that works. Then I realize: gear! Put the gear down! So I lower
the gear just before we touch down. Immediately, we start sliding along
the road, and the noise is horrible. I have great difficulty controlling the
airplane, and we are heading directly for a grove of trees on the left at the
end of the road. Then all of a sudden it is over. We are right side up, sitting
in a field on the other side of a road that intersects our makeshift runway.
“Is anyone hurt?” I ask. Garry, who is in the right seat, is complaining about
his right shoulder, which had been bothering him all morning, but everyone
says they are fine. Tom, the helicopter pilot, who is sitting behind the copilot
seat facing backwards, suggests that we should get out of the plane while
we still can. We are all just sitting there dazed.

Fire trucks and ambulances
arrived only a few minutes
after it happened. ATC must
have known who to call in
the area where they saw us
go down.

Routine Recurrent
I have attended recurrent
training every year since
we bought our Malibu. We
have used John Mariani for
at least 9 of the 11 years
that we had N9184F. And I was beginning to wonder if we really needed
to do this annually. Each year in training, we would spend a great deal of
time reviewing scenarios that seemed far-fetched or unlikely. Training was
starting to become too routine. As it turns out, that is just the point. As with
all pilots, my response to an emergency should be routine enough that I can
function when the whole world comes apart. Without training that stuck
with me, this accident may have had a worse outcome.

Cause and Effect
The #6 cylinder developed a crack in the piston. After the piston rod punched
a hole in the crankcase in front of cylinder #5, all the oil blew out. The engine
basically destroyed itself. The Malibu is a well-built airplane and we remained
unharmed inside that strong fuselage. The left wing was badly bent and the
fuel tank ruptured. The left main gear and nose gear were sheared off and
the right wing sustained some damage. There was a wrinkle in the fuselage
in the pressure vessel region. The insurance company decided to total the
airplane, so we had to say good-bye to N9184F.

Aftermath
I have to commend my passengers. They remained extremely calm during
the whole ordeal. But Bob and Garry, who were new to flying in light
airplanes, are not chomping at the bit to fly with me again. Tom is still flying
his helicopter between home and work. He has a landing pad in his back
yard and on the roof of his office building. For me, some time passed before
I could start trusting a single engine airplane again. Thanks to Arnold, my
airplane partner, and his insistence that I fly with him soon after, I am back
in the air. Arnold and I have bought into a 1994 Mirage, N526JM. We have
been on a couple of trips since. I flew 6JM to Montana and Idaho for my
son’s wedding. We even flew over the site of the accident after stopping in
St. Paul for fuel. No, we did not go to Red Wing for cheaper fuel.

Never Say Never
Mud and Rescue
The plane was sitting on its
belly in the field, ungainly,
wet and muddy. We sank to
our ankles in the mud when
we exited the plane. Even
though we sheared off the
nose gear and the left main
gear at a culvert in the ditch
on the left side of the road,
the right gear was still intact
and completely buried in
the mud.
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What I thought would never happen to me, did. I had a catastrophic engine
failure. I had to make decisions under extreme stress and still fly the plane.
This can not be done unless you train for the eventuality. The experience
emphasized the awesome responsibility that any PIC has; the lives of your
passengers are in your hands.
Rich Ames has been flying since 1972 when he got hooked taking a $5.00 demo
ride from a small flight school located on a grass strip in Marion, Iowa. His
wife, Rosemary, paid for Rich’s flying from her cashed-out pension fund from
her previous teaching job. What a woman! Rich has commercial, instrument
and multi engine ratings and has been flying his Malibu since 1991. Rich is a
manufacturing systems consultant and uses his Malibu to get to his clients’
factories all over the U.S. and Canada.

THEREÕS A NEW

There’s a new Spirit in the air!
The Spirit of Possibilities.
Of Capability and Spaciousness.
Of Sensibility and Swiftness.
Of Maximizing Time and Travel.
Consider the Possibilities.
Let the Spirit move you.
With uncompromising possibilities, the Ae270 Spirit
makes first-class travel affordable and convenient.
What more could you want? Always there, ready to
deliver, the Ae270 Spirit. Inquire now. Available in
early 2004.
Ibis Aerospace Ltd. USA • 804 Water Street
Kerrville, Texas 78028 • 830-257-8200
European Area Sales Office: +420-25576 3242
Far East Area Sales Office: +886-4-2284 2861
www.Ae270.com

IN THE AIR!

AVIATION TRAINING MANAGEMENT, INC.
Insurance approved for factory equivalent initial and recurrent training

call:

(772) 778-7815

Post Office Box 2611
Vero Beach, FL 32961

Ron Cox
President
of ATM

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

Malibu/Mirage, Meridian, Jetprop DLX

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

High time instructors trained to exacting
insurance and FAA standards on all aircraft
and flight management systems.

AIRCRAFT
SPECIFIC
TRAINING

website:

www.AviationTrainingATM.com

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

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
Main Spar
Centerline

Spoiler
Hydraulic
Line

Actuator Assembly
& Spoiler Panel

Spoiler
Hydraulic
Line

Actuator Assembly
& Spoiler Panel

Hydraulic Pump—
Applies Equal Pressure
to both Actuators

Hydraulic Simplicity

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 installation 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

Notes From

M•MOPA

Headquarters

by Russ Caauwe

Web Weasels

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

Our message boards on the web have been a
useful source of information, and most of the
discourse is even accurate. We are dedicated
to maintaining the quality of the message
boards and web site. In that context we are
disappointed to see some folks use the boards to
advance topics that have little or nothing to do
with our aircraft. Our disappointment is not an
attempt to repress anyone’s right to free speech.
There are other, more appropriate, forums for
issues not directly related to the aircraft flown by
MMOPA members. In response to inappropriate
postings, members have called to ask that we
encourage everyone to stick to the intended
purpose of our boards. Consider this column
such a plea. I would also ask that members
refrain from posting personal attacks. Heated
debate is great, but let us keep our dialogue
polite and professional.

Department of Website Security
We hope to tighten up the security of our
web site to prevent non-members access.
Our site has experienced nuisance messages
from outside sources, a problem shared by
the JetProp site. Please make sure you do not
reveal your password to anybody, so that only
members have access. Keep this a privilege
of membership.

Western Alliance
I would like to thank our European members for
their cooperation in paying dues by credit card.
This approach has solved a difficult problem for
us, and their cooperation is much appreciated.
Thank you.
“Keep the aeroplane in such an attitude that the
air pressure is directly in the pilot’s face”.
Horatio C. Barber 1916

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

Bill Alberts

Bob Rasmussen
N963SB
Atlanta, GA

Bob has a 310 Malibu, and has over 5500 hours.
His company is SelecTravel, LLC. He holds a
Private and Instrument rating.
James Carter
N5347V
Savannah, GA

James has a Malibu, and comes to us
recommended by a friend. He has over 1900
hours and holds a Private license with SEL
and Instrument ratings. His law firm is Carter
& Tate, P.C.
Kent Lundine
N46LA
Mills, WY

Kent is the owner of High Country Crane Service.
He has a Malibu and has over 2500 hours. He
holds SEL and Instrument ratings.
Brady Schofield
Newport, RI

Brady comes to us recommended by a Piper
Dealer. He holds a Private license and has over
300 hours.
James L. Kochman
N5PP
Palo Alto, CA

James has a new JetProp. He is an Investment
Banker, and he holds a Private license with an
instrument rating.
Steve Watson
N582MB
Hamel, MN

“When the flight is proceeding incredibly well,
something was forgotten”.
Robert Livingston, “Flying the Aeronca”

Steve owns a Mirage and has over 400 hours as a
Private pilot. He also holds an instrument rating.

“Never fly the “A” model of anything”.
Ed Thompso

Tim Gump
N92884
Spokane, WA

Tim owns Edmo Distributors, Inc. in Spokane.
He holds a Commercial license with SEL,
Instrument, Helicopter ratings and is a CFI. He
has over 3500 hours.

Convention Coordinator

Alain Courant
FGYPQ
Manziat, France

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

M. Courant is General Manager of Courant
SAS which is a plastics company. He has a
Mirage and has over 1500 hours. He holds an
instrument rating.
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Bo Wiley
N77PK
La Jolla, CA

Dennis Witte
N6728R
Denver, CO

Bo is an Auto Dealer (Wiley Auto Group). He
has a JetProp and has over 6000 hours. He has
a commercial license and holds ME, Instrument
and Helo ratings.

Dennis has a Malibu, and holds a Private license
with an instrument rating. His company is Omni
Development Corporation.

Stephen McLean
N6913Z
Charlottesville, VA

Axel Bernard
Neufra-Freudenweiler
Germany

Stephen has a Malibu and is currently working
on his Instrument rating.

Mr. Bernard owns Bernard Gmbh & Co. KG in
Neufra-Freudenweiler. His has over 700 hours
and holds PPL and IFR ratings.

Jason Plato
G-GOJP
Oxford, U.K.

Robert Williams
N4167A
Denver, CO

Jason is Director of Plato Management Ltd.

Robert is an executive with Policy Studies, Inc.
He has a Mirage and holds a Private license with
an instrument rating. He has over 2525 hours.

He has a Mirage and has over 500 hours with an
IMC and night ratings.
Leo Hermacinski
Boston, MA

Leo is a Management Consultant with The
Parthenon Group in Boston. He holds a private
license with an instrument rating. He has over
750 hours.

Mark Miller
N429MM
Salt Lake City, UT

Mark has a new Meridian. He holds a
Commercial license and has SEL MEL Instrument
ratings. He has over 1300 hours. He owns a
Toyota dealership.

Pat Beaty
Bloomington, IL

Pat is Director of Maintenance at Image Air
in Bloomington.
Richard Dietrich
N772DS
Cleveland Heights, OH

Dick is an executive with Edgeseal Technologies,
Inc. He has over 650 hours and holds a Private
license with an Instrument rating. He has
a Malibu.
Don Beisner
Springfield, MO

Don has a JetProp in the works with the tail
number yet to be decided. He has over 1150
hours and holds MEIL ratings.

Cutter Aviation's all new executive FBO and conference complex,
nestled atop it’s 28, 00-square foot New Piper Aircraft sales and
service center has opened it's doors at Dallas Executive Airport.
Chosen for it’s location, convenience, and long list of major
improvements in the short term, Dallas Executive Airport provides
all freeway access to downtown and commerce in the metroplex
from a mere eight miles away.

C utter A viation, Inc .
Dallas E xec utive A irport (R B D)
5661 Mariner Drive
Dallas , T exas 75237

The unveiling of Dallas Executive by the City of Dallas to
correspond with our arrival is no mistake, as there is now a quality
organization to lead the way and provide service to the aviation
industry in this vibrant city. You are formally invited to view for
comparison our facility and location vs. competitors at Love field.
You will find a minimum of 30 minutes saved - in the air by direct
arrivals, on the streets by no congestion, and on the ramp by
superior service.

C all (214) 339-2713

Unicom 122.95

www.cutteraviation.com

For New Piper Aircraft Sales
Dallas
Larry Johnson
(214) 446-6063
Email: ljohnson@cutteraviation.com
San Antonio
John DeLawyer
(210) 384-3381
Email: jdelawyer@cutteraviation.com
California
John Blatchley
(310) 399-0480
Email: jblatchley@cutteraviation.com

This corporate use Meridian has low hours and low
cycles. This is the company Presidents’ (who is
retiring) bird and is used for executive travel around
the United States. As you might expect, it is very well
equipped with SkyWatch / WX-500 StormScope and
Avidyne moving map and the maintenance history is
impeccable . Attractive in and out with luxurious blue
leather interior; inviting and warm. Stop looking and
own this beauty!

www.texaspiper.com

M•MOPA Classifieds
FLORIDA Spruce Creek Fly-In

GPS MANUALS

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 home, and condominiums. 15 minutes
from Daytona Beach International Airport and
the Atlantic Ocean. Contact Spruce Creek FlyIn Realty for information on all properties and
prices, new or resale.

For beginners and users are now available for
the Garmin GNS 430 and GNS 530, as well as the
King KLN 89B/KLN 94, KLN 90B, KLN 900. These
task-oriented, pilot-friendly manuals lead you
step-by-step through the most useful enroute
and approach operations. Includes description
of all pages. KLN 90B and KLN 900 are $34.95,
all others $39.95. Add $6 for S&H. Outside US
add $6 more.

Website: www.fly-in.com

ZD Publishing, Inc.
PO Box 3487
Wichita KS 67201
Ph 888-310-3134
www.zdpublishing.com

Lenny Ohlsson, Broker
800-932-4437
Evening 386-761-8804

®

Eclipse ® is a service mark of Eclipse International, Inc.

the Innovation continues…

Doug Day offers STC’d options to the Malibu/Mirage owner
NEW or REMANUFACTURED
TCM TSIO-550-C Engines
Extended Range Fuel Kits
MT 4-Blade Propellers
for Malibus/Mirages
and Aerostars

2Days’ Wings, Inc.
6344 28th Avenue East
Palmetto, Florida 34221
Phone/Fax: 941-729-4237

Email: DaysWings@aol.com

***Installations and Modifications done at Albert Whitted Airport***
Downtown St. Petersburg, Florida
Douglas K. Day, Pilot, A&P, I.A., DAR

Professional
service with a
personal touch
Built around a unique
combination of personnel
and technology, the Skytech
Service Department can
enhance the safety,

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!

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

reliability and performance
of your aircraft.

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

Baltimore, Maryland
Martin State Airport
410-574-4144

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.

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

F o r a d d i t i o n a l i n f o r m a t i o n c h e c k o u t o u r We b s i t e : w w w. s k y t e c h i n c . c o m

Don’t let downtime
“eat your lunch”

If your bird has been spending more time in the
barn than you can afford, then maybe it’s time
you made a little change up front.
The JetPROP DLX conversion with the Pratt &
Whitney PT6A-35 engine yields the highest
performance with the lowest fuel consumption in
its class. That, along with redundant operating
systems, makes the JetPROP conversion reliable
and economical at a time when economics matter.

www.j etprop.com
6427 East Rutter Road
Spokane, WA 99212
Phone: 509-535-4401
Fax: 509-534-2025
Email: jetprop@icehouse.net

Our compliments to JP#100 (shown here) owned by Mac Lewis.

Advertising Rates . . .
Display Rates
Full Page Black & White $400.00
Full Page Full Color $1,375.00
Half Page Black & White
Half Page Full Color

$200.00
$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%

Training Update...
The following facilities offer initial and/or
recurrent training for the Malibu•Mirage
Aviation Training Management
Vero Beach, Florida
(772) 778-7815
Initial & Refresher by Appointment

Classified Rates
The classified advertising section includes
used aircraft, services and used equipment.

Classified 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

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

Classified 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.

Lester Kyle’s Aircraft Training

Vero Beach, Florida
(772) 562-5438
Initial & Recurrent Training

Advertising Placement
Ad Specifications, 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.

Mariani Aviation Services

Vero Beach, Florida
(772) 567-8666 or (772) 713-4368
Initial & Refresher Training with
John Mariani at any location

SimCom Training Centers

Vero Beach, Florida
1-800-272-0211
Initial & Refresher by Appointment

Electronic files only.
Overall magazine size is
8-3/8" x 10-7/8".

Events Calendar . . .
13th Annual Convention - October 15-19, 2003

St Augustine, Florida

Helpline . . .
620-728-8634
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M•MOPA

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

Professional Insurance Management
is a long-time member of
The Malibu/Mirage Owners
and Pilots Association.

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

Value

•

Personal

•

Friendly

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

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.

Call 800.272.0211
www.simulator.com

