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866-648-1945
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There’s never been a better time to buy!  Take advantage of this limited time offer today.

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

Now that’s freedom.

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

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

designed especially for the Meridian
• Piper Insurance and Financial Services 

standing by to work for you
• 2 year Factory Warranty

• Optional Honeywell Integrated Hazard 
Avoidance System (IHAS) 8000
– Weather uplink  – Traffic avoidance
– Color moving map – L3 WX-500 Stormscope 
– Terrain awareness  – Weather radar display
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T h e  H i g h - Pe r f o r m a n c e  P i l a t u s  P C - 1 2 .

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

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

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

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

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

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

Letter from the Editor

Leap Seasons
Every few years, the U.S. Naval Observatory 

in Washington, D.C. messes with the fabric 

of spacetime. To ensure that our human-

defi ned time does not differ from the Earth’s 

rotational time by more than 0.9 seconds, 

the observatory actually adds or subtracts 

one second to its atomic clock when necessary. 

In that same spirit, I have adjusted the seasons 

so that the issue you are now reading is for spring 

2004. What happened to winter 2004, you might 

ask? The winter 2004 issue now resides in the 

same wrinkle of space and time as Schroedinger’s 

cat and the missing second that the Navy deleted 

during the last time adjustment in December 1998. 

The reason for this temporal slight of hand is that 

our magazines were getting out of synch with the 

corresponding season of publication. The winter 

issue was in danger of being printed in spring. 

So we have developed a new calendar that will 

permanently ensure that the each magazine is 

distributed in the appropriate time of year. The 

magazine will be mailed on the following dates:

                      Spring March 15

                      Summer June 1

                      Fall  September 1

                      Winter December 1

In one last final adjustment, as we transition to 

this new schedule, you are receiving this spring 

issue a bit early. But starting with the next issue, 

summer 2004, the schedule above will be adhered 

to strictly.

Electronic Flight Bag
With a growing alphabet of computer products 

gaining ever greater prominence in the cockpit, 

the time is fast approaching when paper will be 

nothing but an image of the past, like the horse 

and buggy or those old piston engines burning 

100 LL. Trying to untangle the possibilities, as well 

as the mess of proliferating wires and cords, is no 

easy task. But we are here to help. Will you soon see 

a completely paperless cockpit? Is that even legal? 

What about approach plates for an unexpected 

stop or emergency landing? What can you mount 

on the yoke or panel, and what attachments are 

frowned upon by the FAA? Lewis Donzis takes con-

trol of the mess and give us an overview of what is 

available now and what the future holds.

Gliding Home
Drs. Jim Yankaskas and Doug Leet have long been 

leaders in engine out procedures in the PA-46, 

providing members with clear guidelines on how 

to handle a dead powerplant. The two have now 

summarized their fi ndings and recommendations 

in a concise article on how to land when you fi nd 

yourself flying an expensive glider. Bob Conrad 

describes a real-life experience of one of his students 

who, with a powerless bird, was forced to land in 

IMC, with 400' ceilings in limited visibility.

Safety Foundation
Given my propensity for themes, I feel compelled 

to tie the fi rst two subjects into a neat package. The 

common link between creating a paperless cockpit, 

and how to handle emergencies, is safety; and what 

better way than that to segue into another plug for 

the Malibu Mirage Safety and Training Foundation? 

OK, so I’m forcing the issue a bit, but I’m the editor, 

and I can take some liberties. David Coats does an 

excellent job of highlighting the many benefi ts of 

the foundation, and his article serves as a good 

reminder for everybody to contact Mona Rathmel 

to sign up for the next available training session.

Meridians and JetProps
Our Spring issue is largely devoted to the meta-

physical question that has vexed humankind since 

we fi rst discovered that walking upright was pretty 

handy:  how do the JetProp and Meridian compare 

to each other?  In the past, this question was left to 

be settled by partisans on both sides of the equa-

tion.  Since I have not yet scraped together enough 

money to buy either one, I will serve as a disinter-

ested moderator of the debate to ensure that all 

views are heard equally, depending on who pays 

me most for distorting an opposing view.

cont. 
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THE FACTORY

CHOSE THE

HARTZELL 

COMPOSITE

FOR GOOD 

REASONS. 

HERE’S WHY

YOU SHOULD,

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

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

as bolts or screws.

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

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

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

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

TOP PROP

PERFORMANCE
 CONVERSIONS

An extremely hard electro-formed
nickel leading edge protects the 

composite material against erosion
and is replaceable.

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

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

only to allow ply lay-up.



Our approach is to have a Meridian owner and a 

JetProp owner each write about his respective 

airplane. The ground rule was that each could 

say nothing about the other’s toy: all the pros 

and cons must come from the owner. Stepping 

up to the plate for this unenviable task are Mac 

Lewis and Jim Gero, writing about the JetProp 

and Meridian, respectively. By taking this 

approach, I hope to avoid some of the histrion-

ics that have previously plagued the discussion. 

I believe that a comparison of the two aircraft 

is a legitimate exercise, but one that can be 

accomplished with some civility, without any 

shouting across the aisle.

Jim, and Piper, can say anything they want 

about the Meridian, extolling its virtues and 

the benefi ts of an OEM product. Should they 

choose, they can also discuss any limitations of 

the Meridian that warrant attention. The same 

applies to Mac and his JetProp. So stay tuned. 

In the meantime, in case my previous reference 

was too subtle, I’m accepting donations should 

anybody feel the need to push the debate in 

one direction or the other. For example, should 

Piper or Rocket Engineering decide to give 

me an airplane, I might be favorably disposed 

toward that product. For example.

Palm Springs
In spite of the annoying typographical error 

and misinformation in the last issue under 

“Events Calendar”, the next convention will 

be held in Palm Springs, California (not “Palm 

Spring, Florida”) on October 6 – 9, 2004.

So mark your calendars for Palm Springs, 

October 6 – 9, 2004, for the 14th annual 

MMOPA convention.

Now, in spite of the fact that I have listed the 

correct place and dates of the next conven-

tion twice already, members will inevitably 

call Russ Caauwe and demand to know why 

they have not been told the dates and location 

of the next gathering. We will all be accused 

of participating in a grand conspiracy designed 

to frustrate the will of the members. Of course 

that is indeed true, but completely besides 

the point.

The convention is to be held in Palm Springs, 

California on October 6 – 9, at the amazing 

Esmeralda luxury resort. The airport facilities 

will be perfectly suited to our needs, and 

weather in Palm Springs is always nice. Prior 

to the convention, I will publish a review of the 

city, the resort and the surrounding attractions. 

You simply will have no excuse not to attend.

Cyclic Karma
Four years ago, as a proud, newly-minted 

fi rst-time aircraft owner, I naively brought my 

1996 Mirage to a local avionics shop to repair 

what seemed to me a minor radio problem. 

In both radios, setting any frequency ending 

in .00 created a loud white-noise static. By 

ugly coincidence, the tower at my home-base 

airport (KAUS) is 121.00, and departure is 

119.00. Beyond the oddity that the problem 

seemed designed to be maximally annoying 

for my particular circumstances, little did I 

know that I had just entered the Twilight Zone. 

Four radio shops, eight test fl ights, and $11,000 

later, I had viable radios (and radar, which 

Letter From the Editor
(continued)

cont. page 13
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Piper is Quality Powered with Factory Of The Future
by Chuck Suma

Piper Perspective:
The View From Vero Beach

Implementation of far-reaching and compre-

hensive research and development programs 

at New Piper has shortened product develop-

ment cycles and propelled us to new levels of 

efficiency in every area of the company. It all 

began three years ago when we introduced 

Factory of the Future, with Flow Technology, 

to the Finishing Line and Paint Shop. That task 

was nothing less than changing the way Piper 

does business. 

Flow Technology
Flow Technology represents a revolutionary 

new way of making airplanes. While most 

aviation companies are still producing their 

products with the same procedures they have 

used for the past 25 years, Flow Technology 

brings a new, logical and ordered system to the 

production process. Factory of the Future’s Flow 

Technology processes give New Piper a critical 

advantage over our competition because these 

processes are a proven, modern method for 

producing complex, high-quality products. 

President
The New Piper Aircraft, Inc.

Chuck Suma

Case in point is how Factory of the Future was 

integral to this year’s development and world-

class timing in the design, engineering and 

certifi cation of the new Piper 6X and Piper 6XT. 

Both aircraft were awarded Federal Aviation 

Administration (FAA) certification in record 

time. People said it could not be done in such 

a short period of time, but we focused our 

attention on teamwork; we took advantage of 

our team’s experience; and we took advantage 

of the excellent coordination and working rela-

tionship that we have with the FAA to deliver 

the seemingly impossible. In effect, Factory of 

the Future has provided New Piper with huge 

gains in improving quality, productivity, safety 

and inventory reduction while delivering cus-

tomer and employee satisfaction. At the same 

time, it has enabled us to reduce cycle time and 

improve customer and employee satisfaction.

Flow Technology, which came into its own 

when automakers introduced it in design, 

engineering and manufacturing in the 1980s, 

is new to general aviation. Piper, in fact, is the 

only general aviation manufacturer to employ 

Flow Technology systematically throughout its 

Factory of the Future operations.

The Visual Factory
In essence, Flow Technology is diametrically 

opposed to the old system of manufacturing 

known as “batch” manufacturing. The net result 

is a “visual factory.”

Factory of the Future also places a premium 

on inventory control through a Japanese 

process known as Kanban, which is essentially 

a system that guarantees a stable fl ow of parts 

that ensures just-in-time-inventory. Using the 

Kanban process keeps costs down by avoid-

ing unnecessary parts stockpiles, which in 

turn makes the company more competitive 

in the marketplace. 

This control is monitored visually through a 

light system on the factory floor: red signals 

a station is out of parts; yellow informs that 

parts are on the move; and green means that a 

station is stocked. What we want to maintain is 

a stream of yellow lights on the fl oor, indicating 

that we have the right balance, or ‘just-in-

time’ inventory.

Much the same is true for aircraft “flowing” 

through the factory manufacturing process, 

or “down the line”, with blue lights coming 

on when an aircraft has finished a particular 

phase of assembly. Once a station reaches 

the ‘blue light’ stage, technicians move on to 

the next station to help their coworkers fi nish 

up work. When all stations in a particular area of 

the manufacturing process light up their ‘blue 

lights’, the entire line moves.

In contrast, “batch” technology takes a “cluster” 

approach to manufacturing, with specific air-

craft sometimes stalling the entire line while 

waiting for parts or assistance.

Standardization
In addition, Factory of the Future standardizes 

tools. No longer can technicians use their own 

tools; they rely instead on company-provided, 

color-coded tools that must be accounted for 

before the end of each shift. As a result, there is 

no danger of tools ending up inside the aircraft 

instead of the factory.

Another key element of Factory of the Future 

is Simultaneous Engineering, a process that 

ensures that all elements of the company, as 

well as critical outside agencies, are involved 

from concept to customer. In effect, all are 

involved in the process, from engineering to 

sales and the FAA. 

Bottom Line
These changes have made New Piper more 

efficient, more productive and more cost 

competitive, which has translated into 

better products and more features at more 

competitive prices. 
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by Kevin Mead

Malibu Maintenance
Ice Protection Systems

Kevin Mead

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

Pneumatic Surface Deice 
Failure to inflate is the most common com-

plaint I hear about deice boots. You will know 

your boots are not infl ating if your deice light 

does not illuminate as the boots complete their 

cycle. For obvious reasons, you would prefer to 

discover this problem during a test, not at a 

time of urgent need, so try them out from time 

to time. 

Certainly have the boots inflated at annual 

inspection. If your boots will not inflate at all, 

the deice control valve is the most likely cul-

prit. Tiny bits of carbon that are shed from the 

vacuum pump vanes build up in the valve, 

causing it to stick. For this reason you should 

have the valve or valves cleaned regularly (the 

Malibu and JetProp each have one valve while 

the Mirage has two). The maintenance manual 

recommends 400 hour cleaning, but to be safe 

I usually do this at every annual. Cleaning the 

valve involves dismantling, cleaning the parts 

and reassembling. Lacking a vacuum pump to 

shed carbon, Meridians do not have this prob-

lem. For more valve cleaning information refer 

to Piper SB 803A.

If your boots infl ate, but not completely, there 

may be leaks in the boots themselves or in 

the plumbing. So have the boots patched and 

the plumbing repaired at annual. 

Finally, steps should be taken to prolong the life 

of your boots. Being unwilling to expose myself 

to the hate mail and public ridicule that is the 

inevitable result of offering advice on boot 

treatment products and procedures, I will take 

the coward’s way out on this subject. If you 

are worried about voiding your boot warranty, 

consult Goodrich. If warranty is not a concern, 

I hear MMOPA member Bill Prymak has a few 

words to say on this subject. Check out his 

frequent web site postings. 

Prop Deice
Your prop deice system can fail by not heating 

all blades, not heating them well enough or not 

heating at all. If you have a Malibu, early Mirage, 

or JetProp, check your prop deice ammeter to 

see if the boots are reaching full amperage 

on all blades. If you fly a late model Mirage 

or Meridian, you do not have a gauge so you 

must rely on your fail light to indicate that all 

is not well. 

The best way to prevent prop heat failure is to 

make sure the prop deice brushes are checked 

for wear and alignment at every annual. Align-

ment is critical to minimizing brush wear. When 

brushes are worn below limits, replace them. 

Prop heat failure can also be caused by a broken 

lead. The Malibu seems to be especially prone 

to this type of failure. Make sure leads are secure 

and that ring terminals are intact. 

Stall Heat System
Stall warning heat operation is easy to test. Just 

feel the vane. If the vane does not get warm, the 

heating element is probably burned out. This 

problem is more frequent in the Malibu, where 

only the vane is heated. In the Mirage or Merid-

ian the element heats the entire plate and vane, 

which is a more robust arrangement.

Make sure your test is brief, and that you 

remember to turn the stall heat off, as it is easy 

to burn out this element on the ground. You can 

also do substantial damage to your deice boot 

in the process. 

Unfortunately, there is not much you can do to 

prevent the stall heat element from burning 

out. While not approved by Piper, many people 

coat the Malibu vane element with polyester 

resin and conductive cement to keep the 

element alive and protected from weather. 

Windshield Heat
If you own a Malibu with a hotplate, the easiest 

way to check windshield heat is to turn it on 

and check the airframe ammeter for a subtle 

rise; also check the compass for a reaction. If 

you have a helper, you can also feel the hotplate 

to check its operation. If the hotplate does not 

work, I would first examine the hotplate con-

troller. If the controller is bad, replace the unit. 

To quickly check your Mirage or Meridian wind-

shield heat, look at the fail light. If illuminated, 

you have a total failure. But be aware that the 

converse is not true. Just because the light is not 

illuminated, it does not mean your windshield 

heat is totally operational. I have seen cases 

where only a few elements in a windshield were 

working but the fail light never illuminated. For 

a better operational check, note the amperage 

range listed in the POH and check this figure 

against the airframe ammeter. 

cont. page 55
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Jim Yankaskas

Aviation News

The morning was still dark at this early hour of 

0415 EST on December 17, 2003. I have been 

up since 0345, and am now showered, dressed 

and plied with coffee as I anticipate the 100th 

anniversary of the Wright brothers’ fi rst success-

ful powered fl ight. 

Big Reunion
I have parking reservations at Manteo Airport 

(MQI) and plans for a thrilling celebration at 

Kitty Hawk. Our Malibu is fueled and ready to 

go. Kern Buck (the licensed pilot in Rinker Buck’s 

book “Flight of Passage”) has not seen me in 35 

years, and we plan to meet at MQI for a long 

awaited reunion. The Temporary Flight Restric-

tions ( TFRs) will close most of the airspace 

around MQI at 0700, so I planned to leave home 

at 0430, start N4372B at 0520, takeoff by 0530 

and arrive at MQI between 0615 and 0630. 

The 0400 weather at RDU is 100' scattered, 

700'overcast, 7 miles visibility, and is forecast 

to improve slowly. MQI is 4000' scattered, 7500 

scattered and 10 miles, with scattered rain 

showers in the forecast. A narrow but con-

tinuous band of thunderstorms extended from 

Farmville, Virginia to Wilmington, North Caro-

lina, and transected my course. The storms were 

moving NNE at about 30 knots. I spotted a few 

small gaps near the southern end of this line. 

The Urge to Go
I had planned this trip for months and badly 

wanted to go. After all, a centennial celebra-

tion comes along, coincidentally enough, only 

every 100 years. How are my safety attitudes 

and judgment as I make the go/no go decision? 

Training, skill and judgment are key pilot skills 

that we can develop to improve our own safety. 

Enhancing these is a major goal of MMOPA. On 

the other hand, five well-defined hazardous 

attitudes in pilots increase the accident risks 

substantially. These hazardous attitudes are: 

     1.  Anti-Authority. The rules don’t apply 

to me. 

     2.  Impulsivity. I must react right away 

and may overlook important factors 

and risks. 

     3.  Invulnerability. Bad things happen to 

others, but not to me. 

     4.  Macho. I’m better than others, and will 

take chances to show them. 

     5.  Resignation. Fate determines my des-

tiny, so I’ll just accept what happens.  

Evaluating the roles of these factors in acci-

dents can help us gain insight into preventable 

causes, and improve our own safety. 

Here are brief summaries of the three PA-46 

accidents between 8/31/03 and 11/30/03 and 

listed on the NTSB website.  

JetProp N70DL
On August 31, 2003, at 1529 EDT, JetProp N70DL 

collided with trees and the ground and caught 

fire during an attempted return for landing 

about four minutes after departing Hilton 

Head Airport, South Carolina. Visual meteoro-

logical conditions prevailed. The private pilot 

and passenger received fatal injuries, and the 

airplane sustained substantial damage. Minutes 

after the departure, a witness at the airport 

heard the pilot declare an emergency and 

announce intentions for an immediate return. 

The witness observed the airplane on a left 

downwind for runway 21 and stated it appeared 

to be streaming white and brown smoke from 

the front. He stated the airplane was descending 

on downwind and disappeared briefl y behind 

the tree line approximately abeam the midfi eld 

position, and then it reappeared in a climb with 

its landing gear down. The witness stated the 

airplane climbed to about 400 feet, then banked 

abruptly into a steep turn to the left, and the 

nose pitched up. The airplane maintained this 

attitude and sank from view behind the trees. 

He heard the sound of an impact followed 

by thick black smoke. Another witness on the 

ground saw the airplane fl y low over his home, 

then bank and turn directly toward the airport 

with what appeared to be smoke coming from 

the left wing tip only. The wreckage was less 

than one mile from the airport. The engine 

assembly was found separated and displayed 

impact and fi re damage, and the forward and 

upper cabin were consumed by fi re. The header 

fuel tank was found separated, and a sample 

of clean, clear fuel was obtained from the tank. 

The right inboard fuel cap was found secure in 

the filler port with the handle in the stowed 

position. The left inboard fuel cap was absent 

from the fi ller port. A ground search found the 

left inboard fuel cap in the grass beside runway 

21 with the handle in the stowed position. 

Mirage N103TK
On August 31, 2003, at 2200 PDT, Piper PA-46-

350P N103TK collided with the ground short 

of the runway and came to rest near the end 

of runway 12R at the North Las Vegas Airport 

(VGT), Nevada. The pilot/owner operated the 

airplane under Part 91. The airplane sustained 

substantial damage. The commercial pilot was 

not injured but one passenger received serious 

injuries. Visual meteorological conditions pre-

vailed for the personal fl ight that departed VGT 

at an undetermined time. No flight plan had 

been filed. A witness near the approach end 

of the runway observed the airplane on final 

approach. He stated that the wings were 

rocking back and forth, and then the airplane 

dropped out of the sky, “like a rock.” He did 

not hear any unusual engine sounds. An FAA 

inspector and Textron Lycoming and New Piper 

Aircraft representatives examined the airframe 

and engine. According to the FAA inspector, 

there were no mechanical anomalies noted 

with the airplane.

by Jim Yankaskas
Hazardous Attitudes
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CONTINUED FROM PAGE 8
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turned out to be related to the problem in 

a weird way). But that in turn led to another 

sequence of maintenance nightmares that 

lasted in succession for the first two years 

of ownership. Finally, all seemed well, and I 

operated the plane nearly squawk free for 

an entire year (with 25 hour oil changes and 

check ups in Hutchinson). Optimism that the 

worst was behind me began to creep into my 

skeptical mind. I let my guard down. And sure 

enough, that was a mistake.

On a routine return trip from San Diego to 

Austin in October, I departed from El Paso 

after picking up fuel on a clear, but windy 

day. Other than a few big bumps on climb, the 

day was turning out to be what pilots dream 

of at night. I had a 20 knot tail wind, no 

weather and life was looking good. Then as if 

the gods were angry that things were going 

well, I began to pick up static that sounded 

suspiciously like my initial squawk years 

earlier. I broke out in a cold sweat of fear that 

the cycle of pain had started all over again. 

Even paranoids have enemies, and so it was 

here: my alternator #1 suddenly went out 

cold. Hmmm. So I took it off line, and went 

on my way, knowing that nothing but VMC 

lay between my position and home. About 

10 minutes later, I decided to bring #1 back 

on line to see if I could coax some life into 

it. No, but I did kill alternator #2. Ah, the joys 

of ownership. Now on battery power, I shut 

everything down except Nav 1, the GPS and 

the autopilot. Ten minutes later, I put #2 back 

on line, and it held, then #1 and it held. Until 

both went dead. I started the alternators 

up again in about 10 minutes and the cycle 

began again. I limped home this way. All was 

normal the last 20 minutes of the fl ight. 

When sunny, clear skies again prevailed a few 

days later, I took off for Hutchinson. On the 

seat beside me sat my handheld NAVCOM 

ready to go with its headset attachment, 

a second backup handheld GPS, and VFR 

sectionals in case I had to go NORDO. Sure 

enough, the game began and I played musi-

cal alternators all the way to HUT. A few times 

when #2 failed and #1 was working, I would 

shut down #1 to see if I could bring #2 back 

up, and shutting off alt #1 had no effect! It 

bravely kept sucking amps. I had to resort to 

pulling the alt #1 breaker. 

But this was just the beginning of the fun 

times. I pulled up to Mead Aircraft, explained 

the symptoms, and saw Kevin grimace. Why? 

Because he had never in his career come 

across this weird behavior. I want a plaque 

made to install on the panel that says, “I 

stumped Kevin Mead.” First he confi rmed that 

I was not crazy by replicating the failures. Then 

he dug in for a few days, changed alternators, 

threw some magic dust on the cowling, fi xed 

a grounding wire, did multiple run ups and a 

test fl ight, and I was on my way. 

About two hours into my return fl ight home, 

alternator #2 started causing terrible popping 

noises and static on both radios. So bad that 

I sometimes had to take #2 off line to hear 

ATC. Austin was reporting ceilings at 900 feet 

and visibility of 6 miles in mist. No big deal, and 

everything was working fi ne, even if with a bit 

of static. I went to confi rm the ILS 35R localizer 

Morse code with Nav 2, and heard nothing 

but loud static. Same on Nav 1. And this was 

not diminished when I turned off alternator 

#2. With some fi ddling, I was eventually able 

to hear the Morse code faintly through the 

noise. I broke out at about 750 feet in calm 

winds for an uneventful landing.

Back up to HUT, where Kevin decided that 

given all the previous work that was done on 

the electrical system, we needed to change 

the internal squelch settings in both radios. 

(I could justify the trip to Kansas because a 

panel under my left wing decided that one 

of the screws looked like a promising site 

to leak fuel, so I had more than one squawk 

to address). Sure enough, messing with the 

internal radio settings seems to have been 

the fi nal fi x for this particular problem. But I 

am haunted by the question: Has the cycle of 

horror begun again? 

Was I an ax murderer in my former life? Has 

the fabric of the universe begun to unwind? 

Do people actually eat fried pork skin? 

Perhaps asking for a functioning airplane is 

simply too much to demand of an imper-

fect world. Even if true, and the evidence is 

certainly mounting in that direction, I’ll 

continue to own my airplane and fl y because 

I do not like the alternative. 

Mirage N146PM
On September 23, 2003, at 1255 PDT, a Piper 

Arrow and Piper PA-46-350P, N146PM, collided 

at the crossing points of runways 7 and 12R 

at the North Las Vegas Airport (VGT), Nevada. 

The Arrow was on fi nal for runway 12R, and the 

Mirage had started the takeoff roll on runway 

7. The Arrow pilot sustained a serious injury, 

and the private pilot in the Mirage sustained 

a minor injury. Both airplanes sustained sub-

stantial damage. The Arrow departed North Las 

Vegas at an unknown time, and the Mirage was 

originating on a cross-country fl ight en route 

to Salt Lake City, Utah. Visual meteorological 

conditions prevailed for both flights, and no 

fl ight plans had been fi led. Two witnesses were 

in their hangar, listening to the local area traffi c 

with a handheld radio. The Arrow was cleared 

to land on runway 12R. During this time, the 

Mirage was taxiing to runway 7. As the Mirage 

was cleared for takeoff on runway 7, the witness 

walked outside to view the airplane’s takeoff. 

It started the takeoff roll for runway 7, and the 

Arrow was on fi nal for runway 12R. The Arrow 

began to slow and entered the landing flare. 

The airplanes collided at the crossing point of 

runways 7 and 12R. As the airplanes collided, an 

explosion erupted and the airplanes skidded 

to a stop. The witnesses said that departures 

from runway 7 were not common, although the 

tower would accommodate pilots when able. 

They commented that the tower controller was 

“one of the best.”

These accidents make me think about prefl ight 

inspections, flying the airplane first when 

distracted, approach and landing skills, and situ-

ational awareness. Could hazardous attitudes 

have contributed?  

I was highly motivated to get to Kitty Hawk for 

the historic 100th anniversary celebration, and 

to meet up with an old friend. The risks were 

obvious: night fl ying, bad weather and a dead-

line. I called my Malibu partner Doug Leet to 

review the data, and then took a nap before 

calling Kern Buck to make plans for a later date. 

There will probably be good television cover-

age of the celebration highlights.
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Douglas Leet

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

by Doug Leet

Note from the President

Two months have past since my inauguration 

as President of MMOPA, and during that 

brief time no disasters have yet arisen.  I feel 

fortunate because I had watched previous 

presidents Mark Swatek and Richard Bynum 

struggle with major problems that presented 

challenges early in their respective presiden-

cies, from an economic implosion to major 

airframe and engine problems.   

Looking Good
So far, so good. In fact, things look pretty rosy.  

The economy is picking up nicely for many 

member pilots, as well as for Piper and its 

suppliers.  In part thanks to a change in depre-

ciation rules, all new Meridians have been sold, 

and there is now even a waiting list.  Piper has 

rehired some of laid-off employees, and pro-

duction numbers have increased for 2004.  

Security remains tight at airports, but there 

seems to be a more relaxed atmosphere, 

partly due to a greater tolerance for the new 

procedures, rules and regulations.  Even the 

security personnel (TSA) seem eager to help 

us pass through checkpoints more easily.  

New Line Up
Starting with this issue, “Aviation News” will 

be written by James Yankaskas.  I will still 

continue to wear the Ombudsman “hat” and 

can be reached through my e-mail address 

Bravo4372@aol.com.  Again, the ombudsman 

program is appropriate when all other channels 

(dealers) have proven unproductive.  

Malibu/Mirage Safety & Training 
Foundation Seminars
Since safety is my highest priority, I want to take 

advantage of this column to promote the safety 

foundation. New this year, John Mariani will be 

in charge of ground instruction. Take a good 

look at the following schedules and curriculum 

for 2004, and sign up for the program that best 

suits your needs.

Location                         Date 
Piper Host/FBO              

Scottsdale, AZ             February 20 – 22
Cutter Aviation, Inc., Deer Valley

Muncie, IN                     May 14 – 16  
Muncie Aviation Company

Groton, CT                     August 27 – 29 
Columbia Aircraft Sales, Inc.

Salt Lake City, UT       September 17 – 19 
Intermountain Air LC

Fredericksburg, TX    November 12 – 14
Cutter Aviation, Inc., San Antonio

Ground school topics will be divided into a 

classroom segment and a practical hands-on 

look at aircraft systems. 

Classroom: John will focus on the topic: How To 

Keep The Aircraft In One Piece. The discussion will 

include: Prevent Break-ups; Maneuver Speeds; 

Rough Turbulence; Survival Tips; Auto Pilot 

Operations; and Weight and Balance. Founda-

tion veterans Tom Deutsch and Mary Bryant 

will continue their long-standing contributions 

to safety. Tom will present: Single Engine Opera-

tions: Stack The Odds In Your Favor, and Mary will 

instruct us on What We Can Learn To Make Us 

a Safer Pilot with a thorough accident and 

incident review.

Hands-on: The hands-on segment will review 

Aircraft Orientation With Pre-Flight. Piston and 

turbine aircraft will be un-cowled in the com-

fort of a hangar. 

The Registration Form for all five sessions 

is available on the MMOPA website under 

Events. Mona Rathmel encourages you to call 

her should you have any questions about the 

foundation or the class schedule (972-980-0800 

or 888-634-0888).

Future View
I look forward to serving as your president 

over the next two years.  I hope to focus on 

increasing MMOPA membership by including 

more pilots who fly the PA-46 and its deriva-

tives, and thereby improve safety by reaching 

a greater number of pilots who receive better 

training.  Our next annual convention (2004) is 

planned for Palm Springs, California, and 

we are renegotiating and finalizing 2005 in 

Groton, Connecticut.  By the way, MMOPA and 

the Malibu family of aircraft have gotten lots of 

positive “press.”  The last two months of Aviation 

Safety have spoken well of our organization, if 

not our planes.  
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Trey has been a professional pilot since 
1971. During the fi rst sixteen years, Trey 
saw duty as an instructor, charter and 
then corporate pilot fl ying a variety of 
aircraft, including the Cessna 310, 340, 
414, 421 and 425; Beach Baron and 
King Air and Cessna Citations. He left 
corporate life in 1987 when he joined 
the staff at FlightSafety San Antonio 
teaching in the Mooney, Merlin/Metro, 
TBM 700 and Cessna Citation 500 
Series aircraft. After retiring from FSI 
in 2001, he became the Executive 
Director of the Mooney Aircraft Pilots 
Association. In 2002, Trey and his wife 
Lela founded Flight Training Inc. in San 
Antonio, Texas and secured a contract 
to provide transition training for all 
the Mooney Airplane Company new 
aircraft deliveries. Later that same year, 
FTI branched out to include the TBM 
700, in which Trey has over 1800 hours 
teaching. Trey has more than 8000 
hours of fl ight time and holds an ATP 
with CE500 Type, a CFII and MEI ratings.

by Trey Hughes

TBM700 Insignts

Trey Hughes 

Since I have been immersed in the pilot training 

business for the last 17 of my 33 years in profes-

sional aviation, I often ask myself this question. 

I’ll wonder “Why is this guy (substitute girl if 

appropriate) taking this training?” Many times 

the reason is not readily apparent. I think many 

of us don’t look at training in the same manner 

or approach it for the same reasons.

Training in the simplest sense is the process of 

learning (or attempting to learn) something 

new. We are almost constantly learning new 

things. Sometimes simply observing is training 

and many can learn new skills by just watching 

others. I learned to use my computer by first 

watching and then by doing. From the many 

mistakes I made, I learned the correct steps 

to create a WORD document, spread sheet or 

graphic presentation. I didn’t attend a formal 

school or training course; I just got in and tried.

Since the Federal Government and most sane 

individuals understand that learning from the 

mistakes of doing without formal training, just 

doesn’t work for pilots, our educational pro-

cess are a little more offi cial. I think that most 

pilots have accepted this fact and consider 

that learning any new aviation skill must follow 

some organized, logical direction in order to be 

successful. Most of us utilized formal training, 

either in physical person or via home study, 

for our various pilot licenses and ratings. This 

organized training usually continued as we 

transitioned upward in the aircraft food chain 

from the simple to the complex and the high 

performance airplane. Those who rented aircraft 

will remember the dreaded “aircraft checkout” 

where a CFI would take us out to demonstrate 

(and hopefully educate) the proper operation 

of some new model of airplane before we 

were allowed to fl y it away alone. Many times 

this checkout did have a basis in some formal 

plan, but sometimes it didn’t, and was left up to 

the discretion of the instructor or the desires of 

the student.

Things changed when we transitioned into the 

TBM 700 only this time it wasn’t the FAA that 

made requirements it was the insurance indus-

try. Because we were going to be operating a 

very high performance, pressurized, turboprop 

airplane that few had any experience with, 

the insurance underwriters began requiring 

the same training for us as the corporate jet 

operators. Now, most of us needed formal, 

model specific training from the “Factory 

Approved” training providers, FlightSafety 

International or SimCom, before we could be 

insured. We were “forced” to take an organized 

training course, or choose to decline insurance 

coverage—which some actually did.

So far, someone else has been the motivation 

for all our training. We learned to fly with a 

new certificate or in a new model of aircraft 

because someone said we had to. I think most 

pilots understood the reasons and accepted 

the fact that new skills or a new airplane 

required some form of training to achieve the 

required level of knowledge and safety. But 

whatabout training after the initial learning 

has been accomplished? Is it training if I already 

know it? This brings me to the subject for this, 

my second contribution to this organization. 

How do we approach the need for recurrency 

training? Those of you who know me know I’m 

talking about your “training” mindset or attitude. 

How do you approach the annual (or more fre-

quent) recurrent training activity? Do you look 

forward to the challenge and opportunity to 

Why Do We Train?

better yourself? Or do you look on it as a chore 

that must be endured if you want to continue 

your insurance coverage? It is your mindset that 

determines the success or failure of your regu-

lar profi ciency training and it is in your as well 

as your passengers’ best interest that you have 

the proper attitude when you show up for your 

refresher training.

It all comes down to two words—GET 
INVOLVED! When I say get involved I mean 

take an active part in determining how your 

recurrency training is accomplished. Get 

yourself a plan and when you meet with your 

training provider make sure that he or she 

understands what you want to review or in 

some cases “learn” for the second time. In most 

instances, the person tasked with accomplish-

ing your training will also have a plan as to what 

they will cover and how it will all happen. Be 

sure to see this during your fi rst meeting too. 

Any good instructor or training school will have 

a syllabus for each lesson to be completed, be it 

academic or practical instruction, with the com-

pletion standards specifi ed. Be sure to review 

this with the instructor (most will take care of 

this before training starts anyway) so that you 

both have a clear path and an understanding of 

how you will travel that path.

Training, in order to be worthwhile, must 

be tailored to how and where you fl y. A good 

training plan is fl exible and can accommodate 

an individual’s specifi c training needs. During 

the training process, this plan is subject to 

review and any necessary changes to the syl-

labus are made in response to the actual needs 

as they occur.

When it comes time for annual refresher train-

ing don’t accept the “canned” training course 

that doesn’t match your specific needs. As 

an example, when I first meet with a training 

client I will evaluate their level of knowledge 

on some key areas of TBM 700 operation and 

systems management. In other words, the Final 

Exam happens fi rst. I will use the results of this, 

along with ideas that I bring that are gathered 

from previous training sessions or are particular 

areas of concern for the FAA, the SOCATA fac-

tory or the TBM community, to develop a lesson 

plan for each specifi c client. Then I will discuss 

the individual’s requests and we will formulate 

cont. page 55 
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Mary has been a pilot for over twenty-fi ve 
years and has instructed in the Malibu 
since 1988 when she worked for the 
Piper Training Center. Subsequently, she 
was Eastern Region Sales Director and 
Malibu Mirage demonstration pilot for 
Piper Aircraft. Mary was also co-founder 
and owner of Attitudes International, 
Inc., The New Piper Aircraft’s exclusively 
approved training school for Malibus, 
from 1991 – 1998.

Mary currently provides Malibu-Mirage 
and JetProp training through Eclipse 
International, Inc. in St. Petersburg, 
Florida. Mary holds ATP, CFII, and MEI 
certifi cates, and is type rated in the 
Cessna Citation. She also has a BA from 
Northwestern University and an MBA 
from the University of Illinois. Mary 
may be reached at 727.822.1611.

Malibu Trivia Q & A

Mary Bryant 

In this issue we tackle tail stalls, a topic we are 

only beginning to better understand due to 

NASA research in the last decade. For those of 

us who learned to fl y many years ago, tail stalls 

were not a part of our curriculum. Fortunately, 

this subject has been discussed in a variety of 

excellent articles and materials published in 

the last few years. Let’s see if you have been 

paying attention. WAAS, another topic that we 

will continue to hear more about in the coming 

year, is also addressed.

 7.    Tail stalls are most likely to occur 
in which phase of fl ight?

    a. takeoff

    b. climb 

    c. cruise

    d. approach and landing

 8.   Boots on the PA-46 should be used:

    a.   whenever ice has accumulated on 

the wings

    b.  only after a minimum of 1⁄8 to 1⁄4 inch 

of ice has accumulated

    c.  only when instructed by the “smart 

boot” system for aircraft so equipped

    d.  avoid using the boots whenever 

possible since it could damage the 

vacuum pumps

 9.    Climbing through potential icing 
conditions should be accomplished 
based on:

    a. minimizing the time in the clouds

    b. best angle of climb airspeed

    c. best rate of climb airspeed

    d. minimum ice penetration speed 

 

On to WAAS.

 10.   WAAS is the acronym for:

    a. world-wide advanced aviation safety

    b. wide area augmentation system

    c.   world-wide assisted 

aircraft surveillance

    d. what an awesome system

 11.    WAAS instrument approaches 
providing vertical as well as horizon-
tal GPS guidance are/will be available:

    a. now

    b. at the end of 2004

    c. at the beginning of 2005

    d. in your dreams

 12.   WAAS coverage is provided within:

    a. the continental USA border

    b. world wide

    c.  the area from the mid Atlantic 

ocean to mid Pacifi c ocean and 

above the Canadian border 

and through Northern Mexico

    d. North and South America

WAAS A Tail Stall?

QUESTIONS

 1.     An aircraft’s horizontal stabilizer is:

    a.  an airfoil which produces lift similar 

to the aircraft’s wing

    b. a “wing” which produces negative lift

    c. an airfoil which does not produce lift

    d. none of the above

 2.    Tailplane icing should be suspected 
whenever ice is evident on the wings.

    a. true

    b. false 

    c. maybe

 3.   A tail stall is caused by:

    a. airframe ice

    b. wing ice

    c. tail ice

    d. all of the above

 4.    Factors contributing to or 
aggravating a tail stall include:

    a. low airspeed

    b. high airspeed

    c. increasing fl aps

    d. decreasing fl aps

 5.    A potential tailplane stall is recog-
nized by which of the following:

    a. airframe buffet

    b.  elevator control (yoke) pulsing, 

oscillation or vibration

    c.  abnormal nose-down pitch 

trim changes

    d.  lightness in the controls and 

reduction or loss of elevator 

effectiveness possibly resulting 

in pilot induced oscillations

    e. uncommanded nose-down pitch

    f. control surface buffet

 6.   Recovery from a tail stall includes:

    a. increasing power

    b. decreasing power

    c. lowering the nose

    d. raising the nose

    e. increasing fl aps

    f. decreasing fl aps 

by Mary Bryant
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 13.    With a WAAS receiver, GPS horizontal 
accuracy is within:

    a. 100 ft.

    b. 50 ft.

    c. 25 meters

    d. less than 10 meters

 14.    WAAS is/will be capable of providing 
vertical guidance down to ____ feet 
above the runway.

    a. 400

    b. 300

    c. 250 

    d. 200

 15. CWAAS, EGNOS, MSAS & GAGAN are:

    a.  WAAS like services provided by 

other countries

    b.  components of the WAAS 

satellite system

    c.  approach fi xes on the fi rst 

authorized WAAS approach

    d.  levels of security associated with 

the Homeland Security program

ANSWERS

 1.   b.   The negative lift produced by the 

horizontal stabilizer is what balances 

out the lift produced by the wings 

and gives the aircraft pitch stability. 

It keeps the nose from pitching over 

in normal fl ight since the center of lift 

in most aircraft is located behind the 

center of gravity. If this downward 

pressure on the tail is eliminated, 

the nose of the aircraft will pitch over.

 2.   a.   True. Small radius items such as pitot 

tubes and OAT probes are known to 

ice fi rst. Likewise, the smaller radius 

tail generally will ice before the wing.

 3.   c.   Tail ice causes the tail to stall just as 

wing ice causes the wing to stall.

 4.     b. and c. With fl aps deployed, 

especially at higher than normal 

approach airspeeds, the wing’s 

angle of attack is decreased, but 

the horizontal stabilizer’s angle of 

attack may be substantially increased.

 5.     b – f. The trick is to differentiate 

between a wing stall and a tail stall. 

Airframe buffet indicates a wing 

stall while yoke/elevator oscillations 

and buffet indicate a tail stall. The 

autopilot’s ability to mask some of 

the symptoms of an impending stall 

are why its use should be avoided 

in potential icing conditions.

 6.     b., d. and f. Since the tail is an inverted 

wing, recovery from a tail stall is 

just the opposite of recovery from a 

wing stall. Tail stall recovery includes 

decreasing power, raising the nose 

of the aircraft and decreasing fl aps.

 7.   d.   Most tail stalls occur in the approach 

phase of fl ight when fl aps are 

deployed. The more effective the 

fl aps and the greater extension 

employed, the higher the likelihood 

of a tail stall. Higher than normal 

airspeeds, a forward center of gravity 

and sideslips exacerbate the problem 

since each of these factors increases 

the tailplane’s angle of attack. The 

biggest question is the effect of 

airspeed. The greater the airspeed, 

cont. page 62 
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The first of June, 2000, presented itself to 

the world as a typically dreary morning in 

Arbor Vitae, Wisconsin, located 105 nm NW 

of Green Bay. On this particular day, John 

and Judy Kussman found themselves at the 

Minocqua-Woodruff airport (ARV) planning 

their departure for the return flight to 

Columbus, Indiana. 

John checked weather with Flight Service, 

which was reporting 500' – 600' ceilings with 

two convective segments, one to the north and 

one to the south. John decided to file direct 

Green Bay to circumvent the weather to the 

south. He fi led for 17,000', but was later advised 

to stay below 16,000' by two Lear drivers, who 

reported the bases of a layer at that altitude. 

Anemic Climb
The couple departed in their 1989 Mirage, 

and John set his climb out speed to 125 knots. 

Minneapolis Center vectored them straight 

north towards the weather. John noticed 

that his climb rate was unusually low, but the 

weather was demanding all of his attention. 

They finally turned him southeasterly. His 

climb out rate was now a clear concern. He 

needed to keep lowering the nose in order 

to maintain 125 knots. Center cleared him to 

17,000'. Passing through 16,000' they entered 

the clouds. John called center and requested 

15,000', which they gave him. He reached for 

the throttle to start his descent and noticed 

a knocking sound ... then “WHAM, like an 

explosion and tremendous vibration.” The prop 

soared up to 3,000 rpm as a broken rod bored 

through the casing and sent the oil pressure to 

zero. He declared an emergency with center.

Wham Bam
His first reaction was a sudden urge to do 

something, anything ... now! He then remem-

bered what he had learned at an MMOPA 

convention about just gathering yourself fi rst. 

“Wind your watch to settle down” is what he 

specifically remembered. With that thought 

he quickly got control of himself and trimmed 

his glider for 90 knots. Center immediately 

assigned a controller to partner with him. They 

positioned him over the Antigo Airport. (AIG), 

which has a 3400' and a 4000' runway. Weather 

was reporting 400' ceilings. 

But John was familiar with the area, and knew 

that Central Wisconsin (CWA) was 35 nm to the 

southwest. Runway 26 at CWA is 7,645', and 

by Robert Conrad

Views from a JetProp
Breaking the Chain

Robert Conrad

Bob was told he could never be a pilot 
during a long bout through the 70’s with 
Meinere’s Syndrome, an inner ear disease. 
He received his pilot license in 1983 after 
a successful operation. He is a CFII and 
enjoys teaching. He owns a Decathelon 
and takes pleasure in light aerobatics. 
He also stays busy de vel op ing and 
maintaining web pages for charities 
and fl ying for AirLifeLineMidwest.

Bob graduated from the University of 
Detroit in 1962 with a degree in Electrical 
En gi neer ing. He then joined his father’s 
Motorola Two-Way Radio business, which 
eventually grew to over 160 employees 
in the two-way radio, cellular, paging, 
SMR, manufacturing and radio broadcast 
industries. In 1990, his company took over 
airport management and FBO operations, 
including a maintenance and avionics 
shop, at the Butler County Regional 
Airport in Hamilton, Ohio (HAO). In 1999, 
Bob decided to take an early re tire ment 
and turn the business over to his children 
and employees.

You can visit his web site at: www.PA46T.com

runways 8 and 35 are both 6,500'. Both 8 and 35 

have an ILS approach. Unfortunately, CWA was 

quickly eliminated because of a thunderstorm 

over the airport. They continued their search. 

Rhinelander Airport (RHI) was now 28 nm 

to the northwest and has a 6,800' runway 

running east-west, and a 4,500' runway 33. 

They had departed just 60 miles northwest 

of Rhinelander and were familiar with the 

weather in that direction. Center reported 400' 

ceilings at Rhinelander, but there was nothing 

better available. The decision was made to 

head for Rhinelander because runway 9-27 at 

RHI is longer than the longest available at AIG.

Quiet Approach
John decided to use the VOR Rwy 27 approach 

and fl y vectors to fi nal near INTLE intersection, 

the IAF. It was clear above the tops of the fi rst 

layer, which they remembered being at about 

2,500'. John set the OBS on his GPS to 281° 

to overlap the VOR receivers he had also set 

to 281°. He expected the controller to give him 

vectors to final for a straight in VOR Rwy27 

approach. The controller was actually vector-

ing him to the airport for a circle to land on 

the runway. When they realized the confusion 

he had passed through the approach course. 

He found himself about 3,000' high and 3 miles 

from the airport, so he decided to make a right 

hand 270° turn to loose altitude and intercept 

the inbound course. He was able to switch to 

the RCO on the fi eld so he could maintain con-

tact with the controller during the descent. 

John realized he was high as he intercepted 

the inbound course and was entering IMC. He 

decided to lower the gear to get down quickly. 

For some unknown reason he was expecting to 

break out at 500', but the controller kept saying 

400'. He broke out at 400' on a left downwind 

for Rwy9. He felt “instant relief, but complacen-

cy quickly turned to urgency without altitude.” 

He could see he was not going to make it to 

the end of the runway. He “made a bee line for 
2/3rds down the runway, turned to line up on the 

runway and immediately as the airplane lined 

up we touched down.” As they rolled out they 

could see fi re trucks coming towards them. 

Emotional Release
After they landed Judy broke down and was an 

emotional wreck for the rest of the day. John 

called Green Bay Flight Service and asked if he 

would have to fi le any paper work. They called 
John Kussman with his Mirage 
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Over the top of a Lazy 8 

Minneapolis Center who said he didn’t have to 

do anything, but “tell him he did a hell of a job.” 

That is when John lost it and broke down and 

cried. John would like to some day hook up with 

the controller that stayed with him to person-

ally thank him. 

Looking back, John said Judy was a tremendous 

asset in remaining calm, handing him plates 

etc. “Her calmness gave me confidence.” John 

noted “that confidence grew in this situation 

as it went on and I realized that I could get this 

thing done.” I asked John if he learned anything 

as a result of the experience. He answered. “If 

you do things correctly and keep up with your 

training you can handle about any situation.” He 

also makes sure he has his Garman and battery 

powered portable on board with an outside 

antenna and fresh batteries.

Lesson Learned
The thing that really struck me as I listened 

to John’s story was how he kept breaking 

the chain of bad decisions. He did not let bad 

decisions build up and cascade into a disaster. 

He was ahead of the airplane with a feisty 

aggressive determination to get the job done. 

Luck also played a part. The wind milling of the 

engine kept the generator and vacuum pump 

going which were crucial to him being suc-

cessful. A turbine aircraft would not have the 

luxury of a wind milling prop keeping all aircraft 

systems alive. Batteries last a very short time 

unless you can drastically lighten the load. 

Vacuum instruments are gone in about a min-

ute. How much luck would you need if you were 

in John’s situation and shared in John’s level 

of skills?
Chandelle

60˚ Bank

Route of John Kussman’s fl ight

cont. page 57
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David’s fi rst 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 fl ying. 
Taught by his Dad, a fl ight 
instructor in the Navy, David 
went on to fi re patrol and crop 
dusting to satisfy the fl ying urge. 
He then made it to medical 
school, followed by a residency in 
radiology in the US Army. David 
served in Vietnam as a fl ight 
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.

by David Coats, MD

Coats Corner

David Coats, MD 

The idea of a foundation to enhance safety was 

one of Sy Weiner’s dreams for MMOPA when he 

became the organization’s first president. All 

subsequent presidents and Board members 

have pursued this since MMOPA’s inception. At 

the 1999 MMOPA convention in Kansas City, the 

dream became a reality. Representatives from 

the insurance industry, the MMOPA Board, and 

several flight instructors hammered out the 

basic plan to create our Safety and Training 

Foundation (MMS&TF). MMOPA has not only 

been a leading proponent of the foundation, 

but a major fi nancial supporter as well. 

Benefi ts of Training
Data from the airline and corporate worlds 

of aviation have established unequivocally 

that semi-annual training reduces accidents. 

The major goal of the Malibu foundation is 

to provide a series of “Enrichment Training” 

sessions that give Malibu pilots the same 

opportunity for semi-annual training as that 

enjoyed by airline pilots. These sessions are 

offered four to five times per year at various 

locations around the country; locations are 

selected for geographic balance so that most 

members can augment their annual training 

without traveling an unreasonable distance. 

Stamp of Approval
The insurance industry put their stamp of 

approval on the Foundation by committing 

to signifi cant rate reductions for participating 

pilots. The program to date has been success-

ful, and many who have attended over the past 

four years continue to return annually. A grow-

ing number of pilots have made Enrichment 

Training a part of their continuing education 

and profi ciency programs. 

Curriculum
Initially the MMS&TF quizzed the PA-46 instruc-

tors for their input as to the what was needed. 

The consensus was that the ground school 

should focus on weather and other subjects of 

general interest that instructors did not have 

time to review at annual training, which by its 

very nature must be model specific. With the 

help of the AOPA Air Safety Foundation and Art 

Flior, a program was developed that met these 

recommendations for the ground portion of 

the training seminars. 

With each session the MMS&TF has requested 

input from the attendees in the form of a 

questionnaire, as well as from the general mem-

bership at the annual MMOPA convention. In 

The Malibu Mirage Safety and Training Foundation 

2004 the ground school is taking a new tack 

based on analysis of these reviews. After four 

years of excellent coverage of weather and 

various non-model specific areas of interest, 

we are now embarking on more model-specifi c 

topics. John Mariani , well know to many PA-46 

owners as an outstanding instructor (and one 

of the original members of the design team on 

the PA-46 with Jim Griswald), will be the chief 

ground instructor for the 2004 academic year. 

I must take this opportunity to thank Art Flior 

and the AOPA ASF for their invaluable assis-

tance with the MMS&TF for the fi rst four years 

and to welcome John Marianna for the coming 

academic year. 

Ground instruction is constantly being evalu-

ated as to the need of the membership and to 

provide the most up-to date information rel-

evant to our operations. The fl ight component 

of each session also varies according to the 

individual needs of each pilot.

What a Deal!
This year the cost to attend one of the enrich-

ment sessions is only $199.00. By no means 

does this fee cover the actual cost of these 

sessions: the difference is made up by generous 

contributions from MMOPA, Piper Dealers and 

Aero One. We owe a debt of gratitude to them 

for their tremendous fi nancial support. 

Our goal to make these training sessions 

self supporting, and the growing number of 

attendees will help to make these sessions 

more efficient. Mona Rathmel has kept this 

program going, and she has truly provided the 

entire membership with an excellent opportu-

nity to enhance safety. From experience I can 

tell you that the sessions are worthwhile and 

cost effective, not to mention a lot of fun. 

Consider signing up now for one of these 

sessions. Go once and you’ll be back. We had 

several attendees at the Kansas City session 

state they actually got more for their training 

dollars at the foundation than during annual 

training. Flight training consisted of approxi-

mately 2 to 3 hours of fl ight time and debrief 

of up to an hour. The entire class met for dinner 

both Friday and Saturday night at two differ-

ent excellent Kansas City restaurants. Some of 

us early arrivlas enjoyed an evening meal and 

preliminary session at Tom and Phyllis 

Deutsch’s new home in Olathe Thursday night. 

In all, we had a grand time. I have already 

signed up for next year at Fredericksburg, TX. 

I hope to see some of you there.
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By: Jonathan Sisk

Strengthening the 
Mirage Engine Mount

Jonathan is the Founder and President of Enhanced 

Flight Group, LLC of Lexington, Kentucky. EFG develops 

aircraft modifications to increase performance, com-

fort and safety. He began fl ying in 1979, and has owned 

a variety of single and multi-engine piston aircraft. He has been a Malibu 

owner and MMOPA member since 1998. Jonathan is also the Founder and 

Chairman of Audio Authority Corp, an electronics manufacturer, since 1976. 

His wife, Diana, is also a pilot. Diana fl ies a Dakota. 

When Enhanced Flight Group (EFG) was established, I had no intention 

of redesigning the Mirage engine mount, and certainly never dreamed 

that it would be our fi rst mod to gain FAA approval. Let’s face it, engine 

mounts are not sexy. They do not increase speed or effi ciency. But after 

Piper issued Service Bulletin 1103 in April 2002, and after our subsequent 

engineering review, it made no sense to hang our power plant upgrades 

on a mount that seemed likely to fail.

Failure Mode
The subject failure mode is fatigue-related cracking in the area where 

the nose gear actuator bolts to the engine mount. Fatigue is a dynamic 

phenomenon defined as the initiation and propagation (growth) of 

microcracks into macrocracks as a result of repeated application 

of stresses. If undetected, cracks eventually result in the mount failure 

and collapse of the 

nose gear. 

Our esteemed editor 

experienced this first 

hand returning from 

the MMOPA Convention 

in Ashville, NC when 

undiscovered cracks in 

this area resulted in a 

complete collapse of 

the nose gear on land-

ing. Fortunately, no one 

was physically injured. 

According to Jeff, the 

resulting damage included the engine, prop, gear doors, cowling, and 

firewall. The cost to repair was around $80,000, not counting the four 

months of down time.

Many believe that rough ground handling often initiates the failure. 

As such, many of our members go to extraordinary measures to assure 

that their aircraft are towed only when absolutely necessary, and never 

without their supervision. 

Service Bulletin 1103, which affects all Piper PA46 variants, provides for a 

liquid penetrant inspection at 100 hour intervals, and if cracks are found, 

the replacement of the mount with a revised part. The service bulletin 

indicates that the revised part is differentiated from the original by the 

elimination of a weld seam between the bolt bushing and pivot tubes in 

the affected area.

Investigation and Analysis
In our initial investigation our attention was drawn to evidence of 

significant welding “burn-through” inside the pivot tubes and uneven 

weld seams, both of which cause concentrations of high stress under 

load. Another concern was simply the number of structural members 

welded at acute angles to a common area, and the diffi culty of maintain-

ing consistent weld seam quality. This is a busy area of the mount, and a 

diffi cult welding job. 

Our hope was that the revised Piper part would be suffi ciently different 

and improved to negate the need to include a home-grown mount in our 

work. However, an examination of a new Piper mount revealed only the 

elimination of the welded bushings as previously noted, and perhaps a 

0.005" increase in the wall thickness of the pivot tubes. More signifi cantly, 

the evidence of manufacturing anomalies, such as welding burn-through, 

was still present in the revised part. This burn-through pattern can be 

easily seen or felt on the inner surface of the tubes, tracing the outline of 

the tubes welded to its outer surface. 

Task Number One
The first task in our analysis was to reverse engineer the Piper mount 

geometry and materials. Then the typical loads on the mount from the 

nose gear assembly were carefully measured. From these measure-

ments a typical fl ight “cycle” was defi ned to include the following events 

and forces:

TOW out of hangar: start aircraft rolling 170 lbs.
TOW out of hangar: sustain aircraft rolling 70 lbs.
TOW out of hangar: stop aircraft rolling 170 lbs.
NOSE WEIGHT: takeoff transition to zero weight 268 lbs.
NOSE WEIGHT: landing transition from zero weight 268 lbs.
TIRE SPIN-UP: from 0 to 65 knots in 1 second 17 lbs.
TOW into hangar: start aircraft rolling 170 lbs.
TOW into hangar: sustain aircraft rolling 70 lbs.
TOW into hangar: stop aircraft rolling 170 lbs.

FIG. 1. PIPER MOUNT  

FIG. 2.  ORIGINAL MOUNT 

BURN THROUGH

FIG. 3.  REVISED NP MOUNT 

BURN THOUGH

FIG. 4. EFG MOUNT—NO BURN

2 3

4
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Asumptions
Although extreme conditions such as hard landings and careless tow-

ing are not expected each fl ight, they remain an occasional fact of life. 

Therefore, our analysis included an uncertainty factor (UF) to account for 

these extreme conditions. An uncertainty factor of 1.5 represents loads 

50% higher than normal, and similarly, an uncertainty factor of 2.0 means 

loads double those expected. For the purposes of our testing, it was 

conservatively assumed that the above cycle occurred once for every 

hour of fl ight time.

Modeling
With the above parameters defi ned, EFG retained the services of John 

LaCour, a structures engineer with Boeing, to build a fi nite element model 

and do an analysis of the problem area. A computer fi nite element analy-

sis (FEA) program, developed for NASA and known as NASGRO, was used 

to assess and predict the growth of cracks when subjected to the above 

load cycles.

NASGRO applies user-defi ned loads and duty cycles to the subject part 

and tracks the crack propagation. The results of iterative testing are used 

to predict the life of the part for various sizes of initial cracks and cyclic 

load factors. For the purposes of this analysis, the engineer considered 

initial cracks ranging in length from 0.05 inches to 0.5 inches, which 

ensures consideration of the largest crack that is undetectable by non-

destructive dye-penetrant testing.

The fi rst goal of this testing was to predict the service life and understand 

the failure modes of the Piper design under a baseline set of conditions 

and factors. The other objective was to use the same conditions and fac-

tors to study various design changes, to improve the service life of the 

product. As a conservative standard, the NASA criterion for acceptable 

fatigue life is 4 times the normally expected life of the airframe. In this 

case, the PA46 has a fatigue life of 10,000 hours, so our minimum design 

goal was a structure that would not fail for 40,000 hours or test cycles, and 

at double the anticipated loads (UF = 2) to tolerate some degree of abuse.

Crack Propagation Study
The results of the fi nite element analysis were interesting to say the least, 

and are summarized in the accompanying chart. The chart references the 

tubular element under the highest load, designated as element number 

34 in our tests.

For the unmodifi ed engine mount tested at normal loads (UF = 1), the 

analysis predicts the life of element 34 with a 0.1 inch initial crack size to 

be 15,810 cycles. However, if the loads increase by 50 percent (UF = 1.5), 

then the tube will fail in 4066 cycles, and as the initial crack is enlarged 

to just .10", the service life is dramatically reduced even further. At UF 1.5, 

any crack above 1/8 inch represents an imminent failure. When the uncer-

tainty factor was raised to our target of 2.0, the analysis model predicted 

that element 34 would fail during the fi rst cycle and therefore cannot be 

represented on the chart.

To solve the problems of cracks in the engine mount, the analysis 

was repeated with various modifi ed mount confi gurations. The design 

objective was to insure the initial crack in tubes and welds are below 0.1 

inches. This was accomplished by increasing the tube diameter and thick-

ness in the area of cracking. The results are as follows and can be seen in 

the same chart.

For the EFG-modifi ed engine mount, tested at double the normal loads 

(UF 2), the analysis predicts the life of the same element with even a large 

0.45 inch initial crack size to exceed 60,000 cycles, far beyond the target 

performance objectives and NASA recommendations.

EFG Modifi cation
A comparison of the steel tube elements and confi guration in the original 

Piper design (left) and the EFG-modifi ed mount (right) are shown below. 

The two mounts are positioned back-to-back to aid comparison. Ele-

ments A & B comprise the pivot tubes. The EFG pivot tubes are machined 

from solid stock (instead of tubing) with slightly more than 3 times the 

mass of the Piper part. This additional material provides a larger welding 

radius and suffi cient heat 

transfer to eliminate weld-

ing burn-through and 

associated stress concen-

trations. Element C carries 

loads between the pivot 

tube/actuator attachment 

to the nose gear. Here 

the EFG mod increases 

the diameter and doubles 

the wall thickness to 

reliably carry higher than 

cont. page 61 FIG. 5. PIPER VS. EFG MOUNT
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By: Doug Leet and Jim Yankaskas

Engine-Out Procedures
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Best Glide Performance
• Airspeed  90K
• Prop High Pitch (Low rpm)
• Gear Up
• Flaps Up
• VS  ~550 fpm
• Range ~2.5 NM/1000'
• Descent ~400 feet/NM

On the afternoon of August 4, 2002, Piper N316PM, a PA-46-350P, departed Sioux Falls, South 

Dakota, enroute to Toledo, Ohio. All seemed to be routine on this IFR fl ight. Suddenly, at an altitude 

above 10,000 feet over Benton Harbor, MI, the engine quit. The pilot contacted ATC and accepted 

vectors to the fi nal approach. This took him on a long downwind and he crashed one mile east of 

runway 27. All three aboard the airplane were fatally injured. 

Why did this happen? Is such an outcome preventable? With suffi cient knowledge and profi ciency, 

the pilot had many options and might have glided to the airport and landed safely. What are some 

of the key points he would need to consider?

Aircraft Confi gurations
Safety was our most important consideration when selecting between single and twin-engine 

high performance airplanes. Twins have some engine-out capabilities, but still have high acci-

dent and fatality rates. Frequent practice is necessary to stay profi cient at emergency procedures. 

Engine-out procedures in a single engine airplane are taught during basic pilot training, and are 

normal procedures for a glider. We felt that we would be safest in a Malibu. To enhance our safety 

we measured our glide performance in our airplane, and then developed engine-out procedures 

for VFR and IFR operations. We have refined these procedures to take advantage of GPS. Our 

airplanes have tremendous capabilities, and effective engine-out procedures require a good 

knowledge of the factors we can control. Glide performance is influenced by multiple factors 

including airspeed, bank angle, aircraft confi guration and wind. We analyzed these factors indepen-

dently, and developed emergency and approach procedures that are effective in our airplane.

Airspeed
The Malibu has a best glide speed of 90 knots, which gives the best glide distance. Above this speed 

drag increases exponentially with airspeed. Twice the airspeed gives four times the drag. On the 

other hand, when the airspeed is decreased below 90K the drag also increases, thereby shortening 

the glide distance. See Figure 1.

Bank Angle
A shallow bank will increase descent rate (feet per minute) less than a steeper bank. However, the 

time to make a 360 degree turn is much greater with a shallow bank, so less altitude is lost during 

360 degree turns at steeper bank angles. We found that a 60-degree bank angle would lose the 

least altitude in a 360-degree turn. But, airplane control is more diffi cult with steep banks, especially 

in an IFR environment. So, we suggest using no more than a 45-degree bank angle. See Figure 2.

Aircraft Confi guration
Prop Pitch: If the engine has not seized and you have some oil pressure, increasing the prop pitch 

can reduce drag and extend your glide. The glide distance can be increased by 25% with a high-

pitch prop compared to low-pitch. Some turbo-props can fully feather the prop and extend the 

glide even further. See Figure 3.

Gear/Flaps: As you would expect, in a retractable aircraft, the gear play a major part in drag and 

the glide distance. You can extend your glide by 40% by keeping your gear up until the runway is 

assured. Likewise, the fl aps have a similar, though less dramatic effect. In our airplane, the gear 

extension time is approximately 9 seconds. An emergency extension is much faster, usually two or 

three seconds. We lose less than 100 feet in altitude during this extension. Once the gear is down it 

may be diffi cult or impossible to retract it again. Therefore, we consider this an irreversible proce-

dure and extend the gear only when the runway is assured. See Figure 4.

To summarize, the best glide performance (or the best glide distance) is achieved with 90 knots 

airspeed, with the prop at high pitch (low rpm), gear up and fl aps up. You can expect a vertical 

speed of 550 fpm, a descent of 400 feet/nm and a range of 2.5 nm per 1000 feet. See Figure 5.

Slips: Like airspeed changes, slips will increase drag dramatically and are easily adjustable. Slips are 

ideal for adjusting the fi nal approach descent. The slip angle (and added drag) can be adjusted to 

achieve a glide angle to the runway threshold, or quickly eliminated by returning to coordinated 

fl ight. We usually slip when high on fi nal approach. 
FIG. 5.   BEST GLIDE PERFORMANCE

FIG. 1.  AIRSPEED EFFECTS ON VERTICAL SPEED  

FIG. 4.  GEAR UP/GEAR DOWN GLIDE DISTANCE

FIG. 3.  GLIDE DISTANCE AT 90K  (PROP PITCH)

FIG. 2. BANK ANGLE EFFECTS
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Wind Effects
As you know, a tailwind will give you more glide distance than a headwind. A 20-knot tailwind will 

extend your glide by 50% in comparison to a 20-knot headwind. This difference will be even more 

noticeable at slower speeds. See Figure 6.

Reactions to an Engine Failure
The pilot should fi rst respond by controlling the airplane and fl ying the best glide speed. Transition 

from cruise to best glide speed can produce a signifi cant altitude gain and improve your options. 

Next the pilot needs to trouble-shoot the cause of the engine failure and consider whether fuel 

starvation, induction ice or other causes are reversible. He needs to declare an emergency and 

identify and head for a suitable airport. The GPS and ATC can be helpful. But, remember the ATC 

controller does not understand the glide performance of your airplane. Then you would need 

to consider approach options. Can you reach an airport? What effect will weather have on your 

approach options? 

VFR
If the ceiling is better than 1500 feet and visibility more than 2 miles, one should consider fl ying 

directly to a suitable airport, as identifi ed with the GPS nearest airport function. Then, circle over-

head and plan for a no-power pattern and landing after breaking out of the clouds.

The recommended VFR approach strategy is similar to that used for gliders. First, fl y a standard 

rectangular pattern to facilitate judgment. Second, sequentially add drag. Flying to Key Point #1 

(1500 feet AGL on downwind leg opposite the touchdown point), and Key Point #2 (1000 feet 

AGL immediately after turning base leg) make it easier to assess your options and decide when to 

add drag. At Key Point #1 we slow to 85K and return the prop to low pitch (high rpm) to increase 

descent angle. At Key Point #2 decide whether to head directly toward the runway (if low) or to 

sequentially add drag by extending the gear, extending the fl aps, changing airspeed, slipping, or 

S-turning. After a little practice, it is rewarding to repeatedly land in the fi rst 500 feet of the runway 

in perfect landing confi guration. See Figure 7.

IFR
If the ceiling is below 1500 feet, it may be too dangerous to break out of the low overcast and try to 

make the runway. Under these circumstances, the pilot may want to circle over the fi nal approach 

fi x (FAF) and plan a stabilized approach knowing the glide characteristics of the airplane. In our 

Malibu, we can usually glide more than two-miles for every 1000 feet of altitude. For example, if 

the engine quits at 10,000 feet, we know we have a 20 mile glide. For our approaches we circle at 

the FAF (5NM from the runway threshold) and plan to turn in-bound at 3000 feet AGL. Then we 

can add sequential drag using the prop pitch, airspeed, and slips, as described for VFR approaches. 

At two NM from the runway, we should be 1000 feet above ground level. We extend the landing 

gear and fl aps only when reaching the runway is assured. It only takes a few seconds to extend the 

gear, so this can even be done near the runway threshold if you are low. Premature gear extension 

could cause a landing short of the runway. See Figure 8.

These numbers work well with our Malibu. We practice the procedures regularly, and are prepared 

to use them to our benefi t in a real emergency. The principles are the same with all airplanes. You 

can work out the appropriate numbers and practice glides and approaches as we have done, 

adapting procedures to your specifi c equipment (e.g. spoilers). Turboprop powered airplanes with 

fully feathering props will have much less drag and better glide performance. If the prop cannot be 

unfeathered, you will have to select alternative means to add drag when in the traffi c pattern. The 

following charts can be adapted to the particular capabilities of your airplane, and used for training 

and as part of your Emergency Checklists. 

If you do have to land short of the runway or in rough terrain, improve your survivability by mini-

mizing your deceleration forces. This entails minimizing your kinetic energy (head into the wind, 

extend fl aps and gear, and impact at about 1.1 Vso) and spreading your deceleration over a longer 

distance. Above all, do not stall. The resultant near vertical impact maximizes deceleration forces 

and injury. See Figure 9.

VFR Approach Strategy
• Standard traffi c pattern

•  Key #1: Downwind, ~1500' AGL
–85K, Low prop pitch

•  Key #2: Base leg, ~1000' AGL
–Sequential Drag increases
–Gear, Flaps, 80K, Slips

IFR Approach
• Cross 5 NM FAF 2500 – 3500' AGL

• Best glide inbound

• Sequentially add drag

•  Cross 2 NM out 1000 to 1500' AGL

•  Gear, Flaps when runway assured

Reactions to Engine Failure
• Control airplane, best glide speed

• Troubleshoot: Fuel, ice, other

• Declare emergency

• Head for suitable airport (GPS!)

• Consider approach options

FIG. 8. IFR APPROACH STRATEGY

FIG. 6.  WIND EFFECTS ON GLIDE DISTANCE

FIG. 7. VFR APPROACH STRATEGY

FIG. 9.  REACTIONS TO ENGINE FAILURE
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John Mariani, an Engineering 

Specialist at Northrop Grumman, 

has been associated with Piper 

Aircraft Corporation for nearly 

15 years (1976-1991) as an engi-

neer (on the original PA 46 design 

team since project inception in 1979 to FAA type cer-

tification in 1983), test pilot and, finally, ground and 

flight instructor in the Customer Training Center. His 

qualifi cations include, besides a degree in Aeronautical 

Engineering, a Master of Science degree in Mechanical 

Engineering, ATP, seaplane and Flight Instructor licens-

es for single, multi-engine and instrument with over 

8000 hours of flight time. John is also a Designated 

Engineering Representative for the FAA. He is available 

for initial and recurrent training in the PA 46-310P, PA 

46-350P, Meridian and JetProp DLX.

Last July I ferried JetProp S/N 89 (a 1985 airframe 

with a PT6A-35 engine) from Spokane (KSFF), WA, 

to Moree (YMOR) in New South Wales, Australia, 

through Europe, the Middle East, and Asia.

With me in the trip were Andrew Bullard, the owner 

of the airplane, and his wife Anne. As part of the trip, 

Andrew, fl ying his fi rst turbine-engine airplane, also 

received around 90 hours of training in the airplane, 

its systems, and especially its engine operations. 

The trip also allowed Andrew to experience some 

real instrument weather and actual (not simulated) 

instrument approaches, something that is quite hard 

to do in Australia, the land of almost-constant VFR.

WELL EQUIPPED
The airplane was equipped with a Garmin GNS 

530, a GNS 430, and a King KI-825 electronic HSI. I 

used the GNS 530 for primary navigation (including 

approaches, departures and arrivals), with the 

GNS 430 as a back-up. The capability for 8.33 KHz 

frequency spacing of both Garmin VHF com radios 

came in handy in Europe, where this frequency spac-

ing is required above FL245. Although the airplane 

was equipped with HF radio, its use was not really 

required except for a couple of times in South-East 

Asia. The airplane was also equipped with a Garmin 

GTX 330 Mode-S transponder, but the Traffi c Infor-

mation System (TIS) of this unit is not yet available 

in Australia.

BY: JOHN MARIANI
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GROUND HANDLERS
For my trip planning, I contacted Jeppesen for 

help with arranging ground handlers, begin-

ning in Bologna (LIPE), Italy. Jeppesen also 

helped with getting the necessary landing 

and overflight permits, required for all coun-

tries from Egypt onward. The ground handlers 

proved themselves invaluable in arranging for 

fuel, cutting through some of the red tape, and 

guiding us through the maze of government 

offi ces to be visited and forms to be completed 

as part of the arrival and departure procedures 

in each country we visited. 

Notwithstanding the assistance of the ground 

handlers, at the end of each day I was still plenty 

busy planning for the next day’s fl ying (fl ight 

plans, weather, and checking on the status of 

the required landing and overfl ight permits.).

BY THE GALLON
Fuel prices, of course, varied quite a bit, from an 

average of $2/gal. in the US, to $3.26/gal. (plus 

20% VAT) in Italy, $2.72/gal. (plus 18% VAT) in 

Crete, $1.89/gal. in Egypt, $1.61/gal. in Bahrain, 

$1.59/gal. in Dubai, $1.78/gal. average (plus 4% 

tax) in India, $1.63/gal. in Thailand, $1.45/gal. 

in Malaysia (the dirt-cheap fuel champ), and 

$1.55/gal. in Indonesia.

THE MOTHER TONGUE
English, being the international language of 

aviation, was used throughout the trip. Most 

of the foreign controllers earnestly try to make 

themselves understood in English. The French 

controllers will usually revert to French when 

talking to their own pilots (a practice I do not 

quite agree with, but the French will be French). 

The Indian controllers were among the hardest 

to understand, due to their accent and non-

standard phraseology, followed by the Scottish 

controllers, due primarily to their accent. 

ALMOST AROUND THE WORLD 
What follows is an account of this global 

adventure, and the sometimes unexpected 

(and usually hilarious) twists that are always 

part of a journey of this length. The entire fl ight 

was conducted under instrument fl ight rules. 

Outside the United States, standard departures 

and arrivals are assigned as a norm (and are 

included in the international database of the 

wonderful GNS 530).  We fi led the ICAO fl ight 

plan everywhere outside of the U.S. 

SPOKANE TO VERO BEACH 
(JUNE 27 – JULY 2, 2003) 

I picked up the airplane in Spokane and did 

some fl ight tests to check the general rigging, 

systems operations, and especially the operation 

of the ferry fuel system. The airplane had been 

equipped with a 82-gallon (310 liter) alumi-

num ferry tank (installed in place of the right 

center seat and secured with straps) when it 

was ferried from Australia to the US across the 

Pacific Ocean several months earlier by ferry 

pilot Udo Jaulus. 

Although not really necessary for the trip, 

I used this ferry tank to store additional 

“comfort fuel” during the longer legs of the trip. 

The tank was tied to the fuel line (inside the 

pressure vessel) from the left wing tank, and I 

developed a checklist to prevent dead-heading 

(and subsequent overheating) of the left wing 

transfer pump when using the ferry tank. The 

electric fuel transfer pump of the ferry tank was 

not really needed, as the pressure differential 

from the header tank was more than enough 

to transfer the fuel from the ferry tank to the 

header tank. The standard procedure was to use 

the wing tanks for takeoff and climb, and then 

switch to the ferry tank in level fl ight at cruise, 

until the ferry tank was nearly empty, and then 

switch back to the wing tanks. 

I was particularly careful in calculating the 

airplane’s CG. With the ferry fuel and all the sur-

vival and personal gear that we were carrying, 
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I made sure we would not exceed the aft limit, 

which would have dire consequences for the 

airplane’s fl ying qualities. 

From Spokane, WA, we fl ew to Hutchinson, KS, 

to let Kevin Mead, one of the world’s best PA 

46 mechanics, take a good look at the airplane 

before our long journey. For the leg from SFF 

to HUT, I included 40 gal. of fuel in the ferry 

tank, to fl ush out any problems in the ferry fuel 

transfer systems before launching across the 

North Atlantic. After Hutchinson, we stopped 

in Llano, TX, for some good old-fashioned Texas 

barbecue at Cooper’s (Andrew and Anna loved 

it). After Llano, we fl ew to Houston, TX, where 

we visited with new JetProp owner Dewey 

Stringer at his beautiful seaside home in 

Galveston, TX. After being delayed in Galveston 

for a couple of days due to tropical storm Bill, 

we fl ew to Vero Beach on the night of July 2.

VERO BEACH TO GOOSE BAY (JULY 6, 2003) 

After spending the Fourth of July in the good 

old US of A, we left Vero Beach and arrived 

in Goose Bay (CYYR), Labrador (Canada), on 

the night of July 6, with intermediate stops in 

Hampton Roads (VA) and Bangor (ME). I did 

not put any fuel in the ferry tank for any of 

these legs. The weather en-route was good VFR 

until we got close to Goose Bay, where I had 

to shoot the ILS for runway 8 at CYYR in rain 

and low ceilings, after covering nearly 1800 

NM. Our FBO in Goose Bay was Irving Aviation 

Services (709-896-9090), with their usual offer-

ing of great blueberry muffi ns and impeccable 

service (by Nadine Heath, our flight service 

coordinator). We spent the night at the Au-

rora Inn in bustling (just kidding ... ) downtown 

Goose Bay. 

GOOSE BAY TO REYKJAVIK (JULY 7, 2003) 

We fl ew our fi rst leg across the North Atlantic 

from Goose Bay to Narsarsuaq (BGBW), Green-

land. I fl ew the 60-mile fjord to the airport at 

500 feet to treat the Bullards to the spectacular 

sight of icebergs dotting the cold water of the 

fjord (average temperature of 37 degrees F 

this time of the year). The weather was good 

VFR, but with strong winds from the east. For 

the leg from CYYR to BGBW, fuel on board 

was 30 gal. in the ferry tank, in addition to full 

standard fuel. After refueling at Narsasuaq 

(again 30 gal. of fuel in the ferry tank), we fl ew 

on to Reykjavik (BIRK), Iceland, for an overnight 

stop at the Loftleidir hotel at the airport, with 

another ILS approach at BIRK (runway 19) in 

rain and low ceilings. 

During this leg, the header tank boost pump 

#1 switch failed. Once in Reykjavik, I swapped 

(with my trusty Leatherman) the header tank 

fuel pumps switch with the ignition switch. 

The two switches are identical, and the swap 

allowed us to maintain the ignition switch 

functionality while restoring the operation 

of header tank #1 and #2 switches. This little 

on-ramp maintenance allowed us to reach 

Australia without any problem. The FBO 

in Reykjavik was Flugthjonustan HF, with 

the always friendly and unflappable Sveinn 

Bjornsson providing the necessary services. 

Breakfast at the Loftleidir was, as expected, fi ve 

different kinds of fi sh.

REYKJAVIK TO NORWICH (JULY 8 – 10, 2003) 

Due to strong tailwinds, we were able to fly 

from Reykjavik, Iceland, to Norwich (EGSH), 

southern UK, where we cleared UK Customs. 

For this leg, fuel on board was 37 gal. in the 

ferry tank, in addition to full standard fuel. From 

there, we fl ew VFR to Bentwaters, UK, a former 

RAF base. We spent two great days in Southern 

England, sampling the beautiful countryside in 

a Jaguar (what else!) on the wrong side of the 

road and visiting with the Bullards’ relatives 

and friends.

NORWICH TO ST. DENIS (JULY 10, 2003)

From England we flew to St. Denis (LFOZ), 

France, in good VFR. For the short leg to 
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St. Denis, the wing tanks were filled to the 

inboard caps (no ferry fuel). In St. Denis, we met 

up with another JetProp pilot, Roger Drinkel 

(I fl ew with him to Europe in October of 2000). 

Roger, originally from the UK, lives in France 

and fl ies his JetProp all over Europe. After giv-

ing some fl ight training to Roger in his JetProp, 

we dined and stayed at “Le Rivage” hotel on the 

Loire river. We left for Italy on July 11, 2003.

ST. DENIS TO BOLOGNA (JULY 11, 2003)

We arrived in Bologna (LIPE), Italy, after fly-

ing over the Alps and Mont Blanc (the tallest 

mountain in Europe at 15,770 feet), also known 

as the “Dame Blanche” (White Lady). When fl y-

ing over these majestic mountains, I always 

think of the Carthaginian general Hannibal 

who, in the year 217 BC, led an army of 26,000 

men in full battle gear, not to mention two 

dozen elephants, across these imposing peaks, 

to attack the armies of the Republic of Rome. 

He actually came tantalizingly close to destroy-

ing the Roman army. How different world 

history would have been if he had succeeded ... 

There was no significant weather en-route or 

at the destination. For this leg, the wing tanks 

were fi lled to full capacity (no ferry fuel). I knew I 

was in Italy when an attractive young lady from 

the Euroaloa FBO (39-051-6472131) received 

us at the airport and guided us through 

Customs and security. Italy is truly the land of 

beautiful women. Of course, since I married a 

beautiful Italian woman, I am somewhat partial. 

In the little town of Sassuolo, near Modena 

(where Ferrari sports cars are made), we were 

met by my friend Paolo, who treated us to 

a great night of fun for the birthday of his 

girlfriend. We stayed overnight at the Hotel 

Michelangelo in Sassuolo. The following day, I 

fi led the ICAO fl ight plan for our next stop, the 

island of Crete (Greece).

BOLOGNA TO IRAKLION (JULY 12, 2003) 

We arrived at Iraklion (LGIR), Crete, in the 

afternoon, again with no significant weather 

en-route or at the destination. For this leg, fuel 

on board was 37 gal. in the ferry tank, in addition 

to full standard fuel. On the way to Iraklion, we 

overfl ew the whole “boot” of Italy and several of 

the Ionian and Aegean Greek islands. 

Approaching the beautiful island of Crete, 

you cannot help thinking of the legend of the 

monster Minotaur (with the head of a bull on 

the body of a man), the architect Daedalus, 

and his son Icarus. According to the legend, 

this is where Icarus, while trying to escape from 

his prison with Daedalus, fl ew too close to the 

Sun and melted the wax (not a good choice as 

structural material) that was holding his wings 

together, thus plunging into the dark blue Medi-

terranean sea (the fi rst in-fl ight break-up). 
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Crete was also the island where the civilization 

of the Minoans started around 3000 BC. The 

Minoans built magnificent palaces in Knos-

sos, Phaistos, and Kato Zakros, where a large 

number of precious artifacts have been found. 

The Minoans were at the peak of their prosper-

ity when their kingdom was destroyed by a 

massive earthquake around 1500 BC. This cata-

clysm is generally acknowledged to have been 

centered in the nearby island of Thera (mod-

ern-day Santorini), where it is believed that 

Plato, in his book “The Republic”, located the lost 

continent of Atlantis. The great earthquake of 

Crete and the disappearance of the continent 

of Atlantis are therefore probably related. 

Notwithstanding all this incredible history, the 

island is breathtakingly beautiful, and we spent 

the night at the Hotel Candia Maris, a pictur-

esque seaside resort. One curious note: the 

island was literally invaded by German tourists. 

IRAKLION TO LUXOR (JULY 13, 2003) 

We arrived in Luxor (HELX), Egypt, in the 

afternoon and stayed at one of the few 5-stars 

hotels in town (the Sonesta St. George on the 

Nile). The weather was serious CAVU. For this 

leg, fuel on board was 21 gal. in the ferry tank, 

in addition to full standard fuel. 

Egypt is mainly desert, so the Nile valley (where 

Luxor is found) really stands out as a long strip 

of green. Upon our arrival at the airport, we 

were met by our handler (Mohamed El Mahdy) 

and were assigned two Egyptian soldiers (with 

loaded AK-47’s) to guard our airplane. These 

two poor souls spent the rest of the afternoon 

and the whole night under the wing of our 

JetProp, on a ramp that was hot enough to fry 

eggs. The security in Egypt was tight, due to the 

ongoing problems with Islamic fundamental-

ists. Uniformed soldiers with Kalashnikovs 

were everywhere (including at the hotel, where 

we had to go through a metal detector), as were 

plain-clothes “secret” policemen. The supposed-

ly secret policemen were actually fairly obvious, 

since they would be sporting Beretta/Helwan 

pistols tucked in their waistband or MP-5 

sub-machine guns slung on their shoulders. 

The ruins of the temple of Karnak (around 1400 

BC) at Luxor were incredible (again, armed 

soldiers/police everywhere to prevent terror-

ist attacks by fundamentalists), and included 

the 97-foot obelisk (made of a single block of 

granite) of Hatshepsut, weighing about 320 

tons. After visiting the ruins, we went to one 

of the local shops, where Andrew lightened his 

wallet by several thousand dollars after picking 

up carpets and other local goods. The shop 

owner was so happy with the money he made 

that he invited us for a dinner of roasted goat 

and chicken. Everybody picked the food from 

a common plate and ate with their hands (no 

forks or knives). Happily, we did not pick up any 

ugly diseases or ancient intestinal curses from 

past kings. 

Looking out from the hotel room, I could see 

mud huts along the banks of the Nile and 

the traditional Arabian fi shing/trade boats (the 

lateen-rigged dhows) plying the great river. I 

could not help thinking that this picture had 

remained basically unchanged for the past 

several thousand years. 

The following day, upon our departure from 

Luxor, the airplane, notwithstanding the very 

high OAT (around 105 degrees F) and an over-

load of several hundred pounds (as allowed by 

the ferry permit), still showed a rate of climb of 

nearly 2000 ft./min. Incredible.

LUXOR TO DUBAI (JULY 14, 2003) 

We fl ew to Dubai (United Arab Emirates) after 

crossing the Red Sea, overfl ying Saudi Arabia 

and stopping for fuel in Bahrain. The weather 

was mostly clear, with widely-scattered clouds 

over some parts of Saudi Arabia. For the leg 

to Bahrain, fuel on board was 55 gal. in the 

ferry tank (this was the most fuel I added 

in the ferry tank), in addition to full standard 

fuel. Saudi Arabia is a desert wasteland with a 

few oases. 

We heard some US military air traffic during 

our fl ight (one was a large aircraft with fi ghter 

escort). After refueling in Bahrain (OBBI), we 

flew the short (263NM) leg to Dubai at night 

(the sun sets early here) and were treated to a 

spectacular moonrise over the Persian Gulf. For 

the short leg to Dubai, only the wing tanks were 

fi lled to the inboard caps (no ferry fuel). I was 

particularly careful in plotting my navigational 

waypoints in the ship’s GNS 530, since I did not 

want to enter Iranian airspace accidentally. I 

could see the lights of the Iranian coast. 

Arriving at Dubai International (OMDB), we shot 

the ILS for Runway 12L at 150 knots, since the 

traffi c behind us was a Boeing 747. After land-

ing, we were met by our handler (Abdul Rasool 

Ali) for a 30-second ride in the latest model 

Mercedes sedan to the private aviation termi-

nal. Dubai is an incredibly wealthy country, so 

you can forget those ratty crew cars. We stayed 

at Le Meridien hotel at the airport. Hot does not 

begin to describe the weather, with tempera-

tures peaking at about 118 degree F during our 

visit. A lot of the men wear the traditional Arab 

long white robe (“thobe” or “dishadasha”) with 

the head scarf (“shora” or “smagh” held by the 

“egal” headband) or head cap (“kufi ”). Many of 

the women are covered head-to-toe (including 

the face) with a long black robe (“abaya”). Inter-

estingly, behind that black robe might be the 

latest fashion from Europe, which nobody gets 

to see, except the immediate family. At the local 

mall we were treated to a bizarre sight when 

one of these women tried to eat a hamburger 

without showing her face. 

While in Dubai, we visited the gold “souk” (mar-

ket) in the old city, with its endless collection 

of gold and silver shops. I bought a “Jambiya”, 

the traditional Arab ceremonial double-edged, 

curved dagger. Oddly, when we passed through 

airport security the following day to get back 

to our JetProp, nobody had any objections at 

this 6-inch knife. Yet I had been told to leave 

my Leatherman in the airplane to prevent any 

problems. Go fi gure ... 

DUBAI TO CALCUTTA (JULY 16, 2003) 

We left Dubai early in the morning and flew 

to Ahmedabad (VAAH, western India) over 

the Indian Ocean, along the coast of Iran and 

Pakistan (about 60-70 NM away). For the leg to 

VAAH, fuel on board was 55 gal. in the ferry tank, 

in addition to full standard fuel. The distance 

was about 960 nautical miles and we covered 

it in a little over 5 hours, with consistent 

30-knot headwinds. 

When we were off the coast of Pakistan, I heard 

several US military aircraft transiting inland 

to Afghanistan. There was one particularly 

hilarious radio exchange between the Pakistani 

controller and one US military pilot. The US 

pilot advised the controller that, upon going 

inland, he would change to his tactical call 

sign (“Flash 15”). The Pakistani controller com-

plained that this was highly irregular and that, 

while allowing it this one time, the pilot should 

consult with the “diplomatic authorities” to get 

the proper authorization for the next time. I 

could almost hear the US pilot trying very hard 

not to laugh and I could just imagine him rais-

ing his middle fi nger (maybe both of his middle 

fi ngers) in the cockpit, although his acknowl-

edgement to the controller was very polite. 

Godspeed fellows, and good hunting. 

Upon reaching India, the weather started to 

change for the worse, due to monsoon rains. 

Unlike what I normally encounter in Florida, we 

did not see much convection. Thunderstorms 

were few and isolated (and nowhere near as 

high as the monsters that I have seen in Florida 

and Kansas). There was, however, lots of rain and 

low ceilings. I had to shoot the ILS approach for 

runway 23 in Ahmedabad in heavy rain and to 

near minimums. 

The fun started after shutting the engine 

down in Ahmedabad. We were the only air-

plane on the ramp, and we were immediately 

surrounded by about a dozen Indian offi cials, 

each ready with a form to fill out and sign, 
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plus a big bus ready to take the three of us to 

the terminal, where more forms were waiting. I 

fi lled out and signed far more forms here than 

when I bought my house. I had hoped that this 

was going to be a simple refueling stop on the 

way to Calcutta, but instead we faced a 3-hour 

smorgasbord of forms, rubber stamps, and fees 

to be paid. In the terminal, one gentleman was 

hard at work with this sole responsibility of 

placing carbon paper between the multiple 

forms (yes, each form had to be in completed 

in triplicate). 

I knew about the bureaucracy in India, but 

this was beyond my wildest imagination. Our 

handler (former MiG fighter pilot and Indian 

Air Force Commodore A.M. Ganapathy), who 

had traveled extensively to the US, was apolo-

getic for the mess, but also explained that the 

Indian Government was a kind of prisoner to 

its own system, since streamlining this incred-

ible bureaucracy would put a lot of people out 

of work. 

When it came the time to file my flight plan 

to Calcutta (in triplicate of course) I had to go 

in person to the control tower. The building 

was decrepit, and surrounding the structure 

was what looked and smelled like raw sewage. 

Passing one of the break rooms on the way to 

the top of the tower, I noticed one controller 

was aggressively picking his toes. I gave a silent 

prayer for him not to be the one handling my 

flight. After filing the flight plan (each copy 

with my original signature and several rubber 

stamps on it), I expedited the takeoff proce-

dures to get the hell out of there before they 

had a chance to change their minds and give 

me more forms to fi ll. 

The flight to Calcutta (VECC, 875 miles away) 

was uneventful but required several deviations 

due to weather. For this leg I added 55 gal. of 

fuel in the ferry tank, in addition to full standard 

fuel. Early on when we entered Indian airspace, 

I came to the conclusion that Indian Air Traffi c 

Control was almost useless and would provide 

little or no assistance in case of a real emergen-

cy, except maybe asking me to fi ll out a couple 

of forms on the way down. Therefore, I made up 

my mind that, in case of an emergency, I would 

have been completely on my own and not 

been able to count on any assistance from the 

ground controller. 

We flew the ILS into runway 19L at Calcutta 

at night, but in almost clear conditions. Upon 

landing, the usual “dirty dozen” officials with 

more forms and rubber stamps came calling. 

This time I was ready, although arrival pro-

cedures still took a good hour and one-half 

to complete. 

The public toilets at the airport had a section 

labeled WESTERN, with regular toilet bowls 

and sinks, and one labeled INDIAN, with two 

footpads fl anking a hole on the ground. Judg-

ing from the appearance of the WESTERN toilet 

bowls, the INDIAN bathrooms were a far better 

choice. On a curious note, the INDIAN toilets 

carried the name brand “Toto”. Well, this Toto 

was certainly a long way from Kansas. All the 

Indian people that we came in contact with, 

including the officials, were, by and large, 

extraordinarily nice to us, although somewhat 

baffled on how anybody could fly a small 

airplane almost three quarters of the way 

around the world. Anybody who complains 

about how things are run in the good old USA 

should spend some time here for a good cure.

We stayed at the Calcutta airport hotel (soon 

to be part of the Radisson chain). The place was 

badly rundown, although quite a step above the 

surroundings. I watched some Indian television 

in my hotel room, and most of the programs 

were music videos, including their equivalent 

of rap music (an oxymoron in my books). Indian 

rappers, while imitating the moves of their US 

counterparts, were always smiling in the videos, 

as opposed to our home-grown performers, 

who always appear to be ticked off at the world 

(while laughing all the way to the bank). 
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CALCUTTA TO BANGKOK (JULY 17, 2003)

After filling more forms in Calcutta and filing 

another fl ight plan in triplicate, we left Indian 

airspace and, across Bangladesh and Myanmar 

(old Burma), we fl ew to Bangkok (VTBD), Thai-

land, approximately 870 nautical miles away. 

We flew in good VFR, with only slight devia-

tions for weather. For this leg, fuel on board was 

55 gal. in the ferry tank, in addition to full 

standard fuel. 

While taxiing for departure in Calcutta, the 

pressure switch of the Gar-Kenyon landing gear 

selector valve started to act up and command-

ed the hydraulic pump to run. I quickly pulled 

the 25-amp circuit breaker for the hydraulic 

pump and continued copying my IFR clearance. 

After takeoff, I re-engaged the breaker to retract 

the gear, and then pulled the breaker again 

to stop the pump. After this occurrence, the 

pressure switch did not cause any more 

problems and the hydraulic pump operated 

correctly as commanded. 

With apologies to my Indian colleagues, I must 

say honestly that fl ying from Calcutta to Bang-

kok is like going straight from hell to heaven. 

Bangkok is an incredible city, and the local 

people are polite to a fault (the common greet-

ing is joining both hands, as if in prayer, and 

bowing your head). The arrival procedures were 

streamlined and, after India, everything looked 

easy by comparison. We stayed at the Marriott 

Resort on the river, owned by another JetProp 

driver, Bill Heineke. I luxuriated in a multi-room 

suite overlooking the river, while basking in 

service that was fl awless. We spent Friday July 

18 in Bangkok for some R&R.

BANGKOK TO BALI (JULY 19, 2003)

We left Bangkok in the morning inbound for 

Subang (WMSA, near Kuala Lampur), Malay-

sia, for a refueling stop. For the leg to WMSA, 

the wing tanks were fi lled to full capacity (no 

ferry fuel). 

When I was growing up in Italy, some of 

my favorite reading was a series of adven-

ture books (sort of like Indiana Jones) set 

primarily in Malaysia, and written by a famous 

Italian author named Emilio Salgari in the last 

part of the 19th century. His books were con-

sidered classics, just like Stevenson’s “Treasure 

Island”. Well, I eventually found out that Mr. 

Salgari had never set foot in Malaysia, and all his 

descriptions of these exotic locations had been 

nothing but a figment of a good imagina-

tion. It was therefore kind of funny to actually 

be fl ying over the real thing and compare it to 

what I remembered from those books. 

For the leg to Bali, Indonesia, fuel on board 

was 55 gal. in the ferry tank, in addition to full 

standard fuel. After leaving Subang, we crossed 

the Equator into the Southern Hemisphere. 

We arrived in Bali (WRRR) at night in good VFR 

conditions (VOR/DME approach for Runway 9 

at Den Pasar International Airport), after cover-

ing nearly 1800 NM. The weather en-route was 

OK but with a lot of convection along the way, 

necessitating deviations and/or changes in 

cruising altitude. 

After Bangkok, Bali was depressing. The local 

people derive their main income from tourists 

and the place was quite empty, due to last 

year’s terrorist bombing. We stayed at a good 

hotel (Hotel Paradiso near the airport) and 

had dinner at a local seafood restaurant on 

the beach (not far from where the bomb was 

detonated). The evening had a comical and sad 

moment when, during our meal, a small group 

of locals playing guitars and accordions came 

by our table and, upon hearing that I was from 

the US, played “New Yolk, New Yolk” (yes, they 

really cannot pronounce the “r”).

BALI TO PORT DARWIN (JULY 20, 2003)

We left Bali mid-morning without too much 

fuss and paperwork to cover approximately 950 

NM of ocean to Port Darwin (YPDN), Australia. 
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For the fi nal over-water leg to Port Darwin, fuel 

on board was 55 gal. of fuel in the ferry tank, 

in addition to full standard fuel. The weather 

en-route was clear all the way to Australia. I 

was surprised at how good I felt to be flying 

over land again and talking to English-speak-

ing controllers (although they all sounded like 

“Crocodile Dundee”). 

The arrival in Darwin was sort of comical. Since 

this was our port of entry in Australia, we had 

to clear Australian Customs and Immigration. 

Upon landing, I asked the tower for instructions 

on the Customs procedures, and they replied 

that, after shutting down the engine, we should 

stay in the airplane with the door closed and 

wait for the Customs Offi cer. I soon understood 

why. A female Customs Offi cer came up to the 

airplane and, through the little side window on 

the pilot’s side, handed over a can of aircraft 

insecticide (duly approved by the Australian 

Quarantine and Inspections Services). Our job 

was then to spray the cabin of the airplane and 

wait 5 minutes (she timed it with a stop-watch) 

with us inside to make sure that we were not 

bringing any deadly bugs. As the smell of the 

pesticide was getting a bit strong after a couple 

of minutes, we resorted to breathing through a 

wet handkerchief for the rest of the 5 minutes 

(next time, I will remember to bring a respirator 

with a fi lter). 

Finally out of the airplane, gasping for air, I had 

to surrender a bag of raw Georgia pecans and a 

bag of banana chips, which were in our survival 

bag. The two bags were sealed and came from 

the US, but apparently the Customs Officer 

determined that they posed a grave threat to 

the Australian pecan and banana industry. We 

were, however, allowed to keep bags of roasted 

almonds, raisins, and other assorted dry fruits. 

Before surrendering the contraband, I asked the 

offi cer if we could eat some of goods without 

having our stomachs pumped afterwards, and 

she said that it was OK. We therefore stuffed 

ourselves with pecans and banana chips 

(a strange combination) and then handed 

the almost empty bags to the officer. We 

stayed the night in Darwin with some of the 

Bullard’s friends.

PORT DARWIN TO MOREE (JULY 21, 2003)

We left Darwin in the morning in severe clear 

and fl ew across the Australian Outback to Mt. 

Isa (YBMA), where we refueled (21 gal. of fuel in 

the ferry tank, in addition to full standard fuel) 

and then, still in great VFR, to Moree (YMOR), 

where we landed at night. We covered a total of 

nearly 1500 NM for the day. The following day, 

I flew the JetProp from Moree to Bengerang 

(Andrew Bullard’s private airstrip, 30 miles 

away), with a couple of low passes to celebrate 

the arrival of the airplane at its home base, 

while Andrew was filming and taking photos 

on the ground. I spent a couple of days relaxing 

with my wife, Louisa, who had fl own to Australia 

by commercial fl ight, and then conducted some 

refresher fl ight training for the other Australian 

Mirage and Meridian pilots. The weather in 

Australia was clear with an average in-flight 

visibility of 60 – 80 miles. The temperature was 

on the cool side, without being uncomfort-

able. It was, after all, wintertime in the Land 

Down Under. 

COMPLETING THE JOURNEY
On July 29, Louisa and I left Australia for 

Honolulu, Hawaii, where we spent a few days 

recovering. We explored the whole island of 

Oahu and visited the Arizona memorial at Pearl 

Harbor (a moving experience and an additional 

reminder that freedom is never free). Finally, 

on August 5, we returned to the continental 

U.S., thus completing (for me) a full circum-

navigation of the world. And yes, it must really 

be round, since I ended up in the same spot 

while traveling eastbound (almost) all the time. 

A summary of the trip is presented in the 

accompanying chart.

As always happens when I travel abroad, this 

trip also reinforced my belief that we should 

consider ourselves lucky to live in and be part 

of the USA, the greatest country on this earth. 

Anybody who takes our freedoms for granted 

should take a peek at how the rest of the world 

lives. Remember that in most countries, even 

quite civilized ones, people are considered 

“subjects”, rather than citizens. Well, the notion 

of being “subject” to anyone has never held a 

great appeal to me.

A WONDERFUL MACHINE
My hat is off to Darwin Conrad, and his dedi-

cated team, for engineering such a fantastic 

modifi cation to an already wonderful airplane. 

Think about it: how many airplanes could fl y a 

17,000-mile trip with no maintenance and with 

just adding fuel and checking engine oil? I stat-

ed in the past that I would fl y a JetProp to any 

place on Earth without any reservations. Well, I 

nearly did, and the airplane rose to and met all 

the challenges that we encountered during this 

grand journey. At no time during this trip I felt 

that the airplane was about to let me down and 

put us in an unsafe situation.

My advice to all JetProp pilots: you own an 

incredible “magic carpet” that can take you 

safely to the ends of the Earth. Do not be 

afraid to do it. Just remember to do your plan-

ning homework carefully, and to bring along 

the proper equipment and the right set of 

skills. Do not leave home if your instrument 

skills are rusty or if you do not have a good 

working knowledge of the airplane and its 

systems. Oh, and one more thing: take lots of 

money with you.



Who among us does not dread the Who among us does not dread the 
bi-weekly arrival of that manila bi-weekly arrival of that manila 
envelope? envelope? The agony and boredom of 

slipping dozens of updates into leather 

binders have driven many pilots from the slick 

presentation of Jeppesen to the more staid 

layout of government approach plates. 

For some, the move away from Jeppesen 

is made easier because the FAA’s product is 

rapidly improving in style. That improvement 

corresponds roughly to a change in manage-

ment. The government plates were formerly 

produced by NOAA’s Ocean Service (NOS), 

and for that reason were called NOS charts. 

The plates are now produced by the FAA, and 

are officially known as U.S. Government civil 

Terminal Procedures Publications. The term 

NOS charts seems to have stuck, though, even 

with the change in ownership. 

PAPER BEATS ROCKPAPER BEATS ROCK
Noting the enhanced competition from 

the public sector, Jeppesen began offering 

The Quest for 
Life 
           (without paper) A Practical Guide to the 

Electronic Flight Bag
by: Lewis Donzis  
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approach plates in a digital format, in a prod-

uct called JeppView®. The battle lines between 

paper and digital were drawn.

Several years ago, I naively ordered a JeppView 

subscription, without any intent of having a 

computer in the airplane, fi guring that I could 

print out needed charts before each flight. 

While JeppView does have a nice feature that 

allows for printing every contingency airport 

along a route, this turns out to be cumbersome 

unless you have a fast printer or plenty of time 

to print hundreds of pages. Even then, the 

order of printing is not optimal for fi nding an 

airport quickly. Ultimately, I switched back to a 

regular paper subscription and biweekly pain.

ELECTRONIC FLIGHT BAGSELECTRONIC FLIGHT BAGS
This year, I found myself at Jepp subscription 

renewal time, contemplating again whether to 

go paperless. We have all seen advertisements 

for electronic flight bags (EFBs) containing a 

tablet computer, but most of those devices are 

unreasonably expensive. But tablet comput-

ers have, as you would expect, been steadily 

improving both in price and capability. So I 

wondered if the time had arrived to give the 

technology another chance. Finding infor-

mation about EFBs is not difficult given the 

numerous product announcements, articles, 

and reviews about the paperless cockpit in 

most major aviation publications.

MIRACLES OF TECHNOLOGYMIRACLES OF TECHNOLOGY
Electronic charts on a personal computer have 

several advantages beyond the obvious joy of 

eliminating updates. Having a general-purpose 

PC in the cockpit also allows for easy updating 

of your GPS database or displaying other charts 

along your planned fl ight. If you use a fl ight-

planning program, the downloaded weather 

briefi ng is available en route, so you can com-

pare weather and winds with the forecasts 

during the flight. A tablet PC provides the 

option to play games or watch a DVD movie, 

but of course none of us would do that. Simply 

not having to lug around piles of heavy binders 

is a huge benefi t in itself.

THE QUESTTHE QUEST
With these thoughts in mind, so began my 

quest to go paperless, at least for approach 

plates, at an affordable price. Of course, “afford-

able” is relative. The last time I had looked at 

EFBs, they were more than $5000, so I fi gured 

anything less than half that much would be a 

sign of progress worthy of consideration.

In doing research for this article, there were 

many surprises and disappointments, but the 

results are also encouraging, especially for 

the future. The clearest result of this study is 

simply that the market is undergoing rapid 

change. As with any emerging technology, 

numerous methods of solving the fundamen-

tal desire for electronic approach charts have 

been proposed, with many people having 

strong opinions that their approach is best. 

(Imagine that!)

In fact, so many alternatives are available now 

that this article could fi ll the entire issue with 

options and information. To maintain some 

self-discipline, I will focus on replacing paper 

charts with an electronic version that oper-

ates as closely to paper as possible. In other 

words, we want a display that is large and clear 

enough to display an entire paper chart, with-

out substantial zooming and panning. Yes, 

other options beckon, those will be left aside 

for now.

DA RULESDA RULES
What are the FAA rules concerning the use of 

Electronic Flight Bags (EFBs) in the cockpit? 

The government seems to be approving new 

technology at a relatively remarkable pace, 

and the use of EFBs is now on their radar, so 
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to speak. In particular, FAA Advisory Circular 

AC-120-76A addresses the “Guidelines for the 

Certification, Airworthiness, and Approval of 

Electronic Flight Bag Computing Devices.” This 

missive defines several classes of EFBs, the 

lowest of which could be addressed by a tab-

let PC resting on your knee. But perhaps the 

most relevant portion of the AC specifi es that 

“... Part 91 operations do not require any specifi c 

authorization or aircraft certification design 

approval for EFB operations provided the EFB 

does not replace any system or equipment 

required by the regulations.”

So it appears that for most operations, as long 

as you can verify that the EFB does not interfere 

with your avionics, no confl ict exists with Part 

91. For those of you operating Part 135, you 

should take a closer look at this AC, because 

FSDO approval may be required, depending on 

a number of variables. It would appear getting 

the government nod is easiest if the EFB is not 

mounted to the aircraft, so that you can satisfy 

the Class 1 rules, but even this probably varies 

from one FSDO to another.

GETTING STARTEDGETTING STARTED
EFBs generally use a tablet computer, which is 

essentially a laptop with no exposed keyboard. 

There is a distinction between the older “pen 

tablets” and modern “tablet PCs,” but for the 

purposes of this discussion, let’s just call them 

all “tablets” or “tablet PCs”. We’ll also ignore 

devices incapable of running Windows. 

There are generally two types of tablet PCs 

on the market today: pure “slate” tablets 

and “convertibles.” 

SLATESSLATES
Slates are, as you would imagine, something like 

the half of a laptop that contains the display. Of 

course, the processor, memory, hard disk, and 

other peripherals are contained within, but no 

keyboard is permanently attached. All slates 

can accept a keyboard when one is desired, 

and some even have keyboards that can be 

attached to make the system operate more 

like a laptop. 

CONVERTIBLESCONVERTIBLES
Convertibles, on the other hand, provide 

the ability to operate either as a slate or as a 

traditional laptop, with the ability to convert 

quickly between the two modes. A convertible 

opens like a laptop, but then the display can 

be rotated 180 degrees on a hinge, and folded 

back down on top of the keyboard so that the 

display is exposed. The main disadvantage to 

convertibles is that when used as slates, they 

are generally not as thin or light as pure slate 

tablets, although some manufacturers have 

done an amazingly good job there, too. But 

their advantage is that you can quickly convert 

the system into a traditional laptop, which 

makes it useful outside the cockpit.

NIGHT AND DAYNIGHT AND DAY
Perhaps one of the most critical aspects of a 

tablet PC suitable for aviation is the display. For 

obvious reasons, the display must be viewable 

across a wide variety of lighting conditions, 

from a dark night to bright sunlight. Also 

important is having a display of suffi cient size 

and resolution to be able to read charts.

Also, several different types of LCDs are avail-

able, the vast majority being designed for use 

indoors. Outdoors, in bright ambient light con-

ditions, the display’s own light is overwhelmed, 

making viewing diffi cult or impossible. Various 

methods can be employed to overcome this 

limitation. But if the manufacturer does not 

specify that the display is intended for indoor/

outdoor use, it will likely wash out too much 

in bright light, especially if you are also wear-

ing sunglasses. On the opposite extreme, the 

display must be dimmable for night operations.

I have read numerous claims that a conven-

tional indoor LCD display is acceptable for use 

in an aircraft, but I have personally not found 

this to be the case. Others have argued that 

if you are on an instrument approach, it is 

not likely to be sunny outside. But it is also not 

uncommon to be reviewing an approach while 

still on top, in bright light conditions. Plus, we 

waste the potential advantage of the device 

if we can only use it in ideal lighting. After all, 

how will we clearly see that game, uh, GPS 

moving map while we’re cruising along in 

sunny skies? So in order to continue the narrow 

focus of this article, let’s stick to displays that are 

specifi cally recommended by the manufacturer 

for use outdoors.
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the Panasonic Toughbook 18 convertible 
in laptop mode, in the process of 

being put into slate mode.



To illustrate this difference, here is a picture of 

two Fujitsu tablet PCs, side-by-side, outside, on 

a sunny day. On the left is the 4121, with the 

outdoor-viewable transfl ective display, and on 

the right is the 4120, with the indoor-viewable 

transmissive display. As you can see, the display 

on the left is clear, while the one on the right 

has been completely washed out.

SIZE MATTERSSIZE MATTERS
The size of the display is also an important 

issue. Most of the older generation tablets have 

8.4" (diagonal) displays. The next step, available 

on a few of the older models, and most of 

the newer ones is 10.4". This is a nice size for 

approach plates because the display is similar 

in proportion and size to the 5.5 x 8.5" paper. 
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The Motion Computing M1300 
with detachable keyboard.
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plays (approaching the size of an 8½x11 

sheet of paper), with some convertibles 

even having 14" displays. A 12.1" display 

may be quite nice for viewing approach 

plates, as they would be even larger than 

their paper counterparts. Just as we go to 

press, Motion Computing has announced 

an outdoor-viewable option, called View 

Anywhere™,   for their M1300 tablets, which 

have a 12.1" display and should be avail-

able in early 2004. Bigger is not always bet-

ter, though. Anything larger than 12.1" may 

be somewhat unwieldy on your knee, and 

for that matter, even 12.1" may be more 

than necessary.

RESOLUTIONRESOLUTION
Size alone does not complete the picture, 

though. Resolution, or the number of 

individual picture elements (pixels) 

horizontally and vertically across the 

screen must be taken into account. Early 

displays were generally 800 x 600 (some-

times called “SVGA”). In my opinion, if 

the full chart is displayed in this resolu-

tion, it can be difficult to read, especially 

the small text. In order to use this type 

of display with JeppView, the best 

option is to zoom in on the chart, and then 

scroll around as needed. But my prefer-

ence would be to see the entire chart, 

like on a piece of paper. A few early displays 

and most current displays offer 1024 x 768 

(“XGA”) resolution. To me, this is a major 

improvement, allowing relatively clear 

viewing of the entire chart. 

The viewing angle of the display is also 

an area where manufacturers continue 

to make improvements, but generally, 

in an airplane, you’ll be looking straight 

into the display, so this may not be the 

biggest concern.

Overall, with current technology, a 10.4", 

outdoor-readable display, with 1024 x 768 

resolution is about the best you can get today 

(December, 2003), but that will likely change 

soon, and may have already changed by the 

time you read this. In the future, larger, higher-

resolution displays will be available. In any 

event, the critical aspect for our purposes is 

that the display must be clear and sharp under 

all lighting conditions.

CPUCPU
For those unfamiliar with some of the nam-

ing schemes dreamed up by Intel marketing 

executives, this might sound pretty confus-

ing, but bear with me. Older tablets, of course, 

have older processors. These systems are 

actually quite adequate for running JeppView 

and displaying charts, but will run out 

of steam with advanced applications. For 

running JeppView, even an old 266 MHz Pen-

tium I processor will work fine, and anything 

more is gravy. If you want to use your tablet 

for other applications such as flight plan-

ning or general offi ce applications, a Pentium 

III-M or Pentium M would be a much better 

choice. All models that have been introduced 

since fall, 2003, offer the Pentium M, so if 

you get something new, the processor is not 

an issue.

BATTERY LIFEBATTERY LIFE
This could be a consideration in the cockpit, 

although we all have power handy for recharg-

ing batteries via the cigarette lighter. You can 

purchase an adapter that will power your 

tablet directly from the 28V socket, or power 

inverters are readily and inexpensively available 

to convert 28V to 120VAC, so you can use the 

regular AC charger. Beware, when choosing an 

inverter, to get one as small as possible to 

power the tablet PC so as not to blow the 5A 

fuse on the cigarette lighter (but that is yet 

another discussion).

Battery life on tablet PCs generally varies from 

around 3 hours to as much as 10 hours or 

even more, depending on the model, as well 

as the type and quantity of batteries installed. 

It would be nice to avoid a tangle of wires, 

and ideally a battery should have sufficient 



duration to handle a day’s worth of fl ying. But 

life is a compromise, and with longevity comes 

additional weight. Another option is to carry a 

spare, charged battery. Most tablet PCs employ 

a small internal “bridge battery” to allow the 

main battery to be swapped while the unit 

is placed in a standby mode, preserving your 

work in progress.

The single most common and persuasive argu-

ment against using EFBs is the issue of dying 

batteries. Losing power on your EFB could be 

a major inconvenience, not to mention down-

right dangerous, if the meltdown happens at a 

particularly critical moment. So make sure that 

this eventuality has been covered adequately 

with appropriate backups.

MEMORY AND PERIPHERALSMEMORY AND PERIPHERALS
The amount of memory needed depends on 

the vintage of the tablet. Early tablets with 

Pentium I processors (which will likely be run-

ning Windows98) should function fine with 

64 MB of memory. But modern tablets, which 

run Windows XP Tablet Edition, should have at 

least 256 MB of memory, and preferably 512 

MB of memory or more.

Oddly, having a CD or DVD drive is important 

but few of the tablet PCs on the market today, 

and none with outdoor displays, have a built-in 

optical drive. Some have the drive in a docking 

station, whereas most simply use an external, 

USB-connected drive. For systems that offer 

an expensive docking station, a low-cost 

external USB CD-ROM drive would provide an 

economical alternative.

Another consideration is having a printer in 

the aircraft, as crazy as that might at fi rst sound. 

Small light-weight battery-powered printers 

available that do a respectable job of printing 

approach plates while on the fl y, and they typi-

cally cost $300 – $400. These portable printers 

are usually inkjet or thermal, each having its 

own advantages. In any case, the ability to 

print in the cockpit can be a valuable addition 

to your EFB. I have tried printing charts in the 

cockpit using the infrared interface between 

tablet and printer. The arrangement works, but 

becomes a bit unwieldy because the infrared 

ports must be pointing more or less directly at 

each other, and sunlight can also interfere with 

the connection. I think a wireless interface, or 
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even a plain old cable between the tablet and 

printer would be a better choice.

SOFTWARESOFTWARE
As we discussed earlier, JeppView is the 

equivalent of Jeppesen’s approach plates, but 

distributed on CD, rather than paper. JeppView 

is available in several variants, such as for the 

Garmin MX-20. One item of particular interest 

for this application is whether you use regular 

JeppView versus “JeppView with FlightDeck.” 

The latter, which is considerably more expen-

sive, includes geo-referenced charts that work 

properly with moving map applications. I 

believe that if you intend only to view and/or 

print the charts, regular JeppView will suffi ce. 

On the other hand, if you want to connect your 

tablet PC to a GPS receiver so that it will show 

your position right on the chart, then JeppView 

with FlightDeck is required for reliable display.

JeppView is not the only source for elec-

tronic approach plates. ChartCase™ from 

FLIGHTPREP.COM offers a full US subscription 

of digital NOS plates for less than $350/year.

LESS THAN PAPERLESSLESS THAN PAPERLESS
Note that JeppView does not completely 

replace paper. You still get paper enroute charts, 

and the JeppView subscription essentially 

retains and updates what you now have in 

Volume 1 of the package. Every two weeks, you 

get a new CD, which contains the current revi-

sions of all worldwide charts, and updates to the 

paper charts arrive separately (in those manila 

envelopes). But the paper updates are much 

less frequent, small in size, and quick to install.

In addition, you can get digital enroute charts, 

and various nifty flight planning programs 

to use in the aircraft, but these are fairly well 

known and we will leave that discussion for 

another forum.

RUGGED INDIVIDUALISTSRUGGED INDIVIDUALISTS
Now that we know what to look for, let’s see 

what is available. At time of writing, the EFBs 

commercially available typically provide an 

8.4" display with 800 x 600 resolution, and, fully 

equipped, cost at least $4000 (some are more 

than double that much).

Most tablets with outdoor-viewable dis-

plays are the rugged industrial variety. These 

hardened tablet PCs, available from Panasonic, 

Intermec, Symbol, and others, will withstand all 

sorts of unbelievably harsh conditions. Since we 

hope never to see the rugged outdoors inside 

our airplanes, we are paying for a feature not 

needed, with the added penalty of unneces-

sary bulk and girth. The Panasonic Toughbook® 

18 is a great example of a rugged built-to-last 

convertible that sports the latest technology. 

Unfortunately, the opening bid is nearly $3700, 

and what you get is nearly 2" thick, and weighs 

in at a behemoth 4.5 pounds. A comparable, 

non-industrial indoor tablet comes in cheaper 

by at least a thousand dollars, is less than an 

inch thick, and weighs just over three pounds.

LIGHTWEIGHTSLIGHTWEIGHTS
Only a small percentage of the non-rugged, 

off-the-shelf tablet PCs have outdoor, sunlight-

readable displays, and even fewer of those have 

large, high-resolution displays. There are a num-

ber of older, relatively inexpensive tablet PCs 

available on the used market, for example, from 

eBay. Fujitsu, a pioneer in the tablet market, 

is the most noteworthy in this area, and they 

make several models with outdoor displays. The 

Fujitsu Stylistic models 2300, 3400S, 3500S, LT 

C-500, and LT P-600 would all suffi ce, but none 

of these have more than 800 x 600 resolution. 

Only the 3xxx models have 10.4" displays (the 

others all have 8.4" displays).

The Fujitsu 2300 is occasionally available on 

the used market with an outdoor display, 

usually for under $400. The Fujitsu LT P-600 is 

still available (although the word is that the 

model will be discontinued at the end of 2003) 

and is the most common platform offered by 

EFB vendors. The LT P-600 starts at more than 

$3,600, but has a mere 600 MHz Pentium III, and 

a 8.4" display with 800 x 600 resolution. (If you 

have your heart set on this model, they can be 

found on eBay for $700-$800.) In contrast, the 

much newer Fujitsu ST4121 is a great product, 

offering just about everything you could want, 

except the very latest processor (using instead 

a 933 MHz Pentium III-M). But other than 

that, the ST4121 is just about perfect for this 

application, and retails for $2,300. In fact, as of 

this writing, the ST4121 is the only choice for a 

non-industrial tablet PC with a 10.4" 1024 x 768 

outdoor-viewable display.



ANOMALIESANOMALIES
Warranting special mention is one new product 

on the market that is attracting some attention. 

Paperless Cockpit offers the E-Board Plus, and 

NavAero has the t•Pad 800. Both have an 8.4" 

800 x 600 sunlight-readable display. E-Board 

listing for $1,750, and the t•Pad 800 is available 

through resellers for $1,300 – $1,400. But these 

products contains only the display, not the rest 

of the computer. You must connect either one 

to a standard laptop (or desktop) computer. 

Basically these are a small, thin, and lightweight 

means of adding an outdoor-viewable, knee-

board-sized display to an existing computer. 

NavAero is packaging some complete EFB 

solutions with a small computer hooked to the 

remote display, and in the future, they expect to 

offer a complete package for under $2000. But 

the screen size and resolution dictate zooming 

and panning for approach plates.

BEHOLD THE FUTUREBEHOLD THE FUTURE
Most tablet manufacturers announced new 

models during the Comdex trade show last 

November, and there are more to come. As 

this is being written, there are already rumors, 

and even bootleg photographs, of the Fujitsu 

ST5000. This provides a 12.1" display housed in 

package only slightly bigger than the ST4121, 

and a Pentium M processor. Speculation is that 

the product will be announced in early 2004. 

Motion Computing, which makes excellent 

tablet PCs, has just announced an outdoor-

viewable display option for their M1300 tablet 

PCs for $350, to be in production around the 

beginning of 2004.

But the exciting part is the industry trend. Every 

year for the last several years has been touted 

as “the year of the tablet PC,” yet these devices 

have never reached any widespread market 

acceptance. The low sales volume in turn is the 

primary reason why tablets cost so much more 

than regular laptop computers (that, plus the 

extra cost of the Microsoft Windows XP Tablet 

Edition operating system). But 2004 may actu-

ally be the year where tablet PCs come into 

their own. 

PROGNOSTICATIONSPROGNOSTICATIONS
Once you use one of these machines, a future 

in which they replace traditional laptops is not 
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difficult to imagine. They are gradually com-

ing to offer all of the features and benefi ts of 

a traditional PC, plus many additional new 

capabilities that are unique to their form. Think 

of a tablet PC more like a tablet of paper (some 

are not much thicker or heavier) that you can 

write on or hand to someone. All current tablet 

PCs perform handwriting recognition, which is 

remarkably good at converting even fairly 

messy writing back into text. There is talk of 

eventually developing a flexible display that 

would behave much more like a sheet of paper, 

and some manufacturers have shown models 

that detect “fl ipping” the screen over horizon-

tally, just like you would turn a page in a book.

No telling which of these exotic (or silly) 

features will catch on, but as these techno-

logical advances occur, low-cost tablet PCs 

with large, high-resolution, outdoor-viewable 

displays will become much more common and 

inexpensive. Many applications for these 

devices demand “ubiquitous viewing” in all 

lighting conditions, and that’s great for pilots.

It seems that the question of whether EFBs will 

take off is no longer in dispute, but perhaps the 

most serious competition will come in the form 

of the new generation of glass cockpit displays. 

The MX-20 already offers JeppView, a fantastic 

resource, but the screen will not likely display 

the entire chart like a sheet of paper. Some, 

such as the Garmin G1000, have suffi cient size 

and resolution to do a good job rendering 

approach plates and other charts as a primary 

display, and there is little doubt that they will 

be put to this use.

THE BOTTOM LINETHE BOTTOM LINE
OUTDOOR DISPLAYSOUTDOOR DISPLAYS
Can off-the-shelf hardware and software now 

available replace paper charts with an EFB? 

Probably, if you’re willing to spend $2,000 to 

$3,000. A more complex discussion would 

involve what is available for $1,000, or even less. 

In this case, there are quite a few options, but 

none that, in my opinion, can display a com-

plete chart with suffi cient clarify. Close, yes, so 

very close that it almost works, but the low cost 

option is just not quite ready for prime time. If 

you are willing to zoom and pan the chart on 

display, a number of economical options can be 

considered, all the way down to PDAs like the 

iPAQ. Commercial operators are successfully 

using the 8.4” displays today. But I would not 

want to follow an approach in poor weather on 

a display as small as a PDA. Some pilots how-

ever maintain that this is perfectly acceptable. 

INDOOR DISPLAYSINDOOR DISPLAYS
There are also some who feel that an indoor-

only display, especially some of the better ones 

available on modern tablets, is quite acceptable 

for use as an EFB. If you are willing to forego a 

true outdoor-viewable display, one where the 

manufacturer specifi cally claims that the dis-

play is designed for use outdoors in bright light 

conditions, then your options increase dra-

matically. Many tablet PCs are available, both 

new and used, slate and convertible, that will 

provide a large, high-resolution display, and 

the prices can often be quite a bit less than for 

those with outdoor-viewable displays.

At this time, EFBs are not yet so commonplace 

that you can rely entirely on opinions you 

read (including mine). With technology mov-

ing rapidly, information that you read in the 

print media is probably already outdated. You 

should draw your own conclusions, but my 

recommendation is that you experiment with 

available hardware before making a decision. 

PERSONAL CHOICEPERSONAL CHOICE
Should you stop carrying paper in the aircraft? 

Maybe. This is a personal choice. My own 

method is to print the charts before a flight 

for the airports of intended use (including the 

alternate). I still use the EFB, but if anything 

happens, having the paper handy is comforting. 

If a contingency is needed, the portable printer 

can produce a paper backup in the aircraft.

For the enroute portion of the flight, digital 

enroute charts can make following your posi-

tion, or locating an unfamiliar fi x, much easier 

than with paper charts because of the search 

and fi ltering features. But paper offers that “big 

picture” that is often valuable, and you can scan 

a large chart relatively quickly. Perhaps both 

still have their place.

And once again, this technology is changing at 

a rapid pace. I expect that by the time we are 



ASI Jet Center in Minneapolis, 
MN now offers training and 
aircraft rental in a brand new 

Piper Meridian!

MODERN AERO

Your New Midwest Piper Meridian Training Center offering Annual, Refresher, and 
Supplemental Training in the Minneapolis area or at the location of your choice.  This 
aircraft is loaded wtih Skywatch, GPWS, Full EFIS Equipped, WX500 Weather, 
Autopilot and many other unique features.

Check out more photos and information at www.asijetcenter.com. Be sure to give us a 
call for different block rate specials and to setup your customized training program.

Flying Cloud Airport (FCM)
14801 Pioneer Trail
Eden Prairie, MN  55347
(952) 941-6255 or (800) YES-AERO
www.asijetcenter.com
flightdept@asijetcenter.com

(952) 941-6255 - 800-YES-AERO

Your Malibu/Mirage and 

now Meridian Specialists 

for over 20 years.

It's Turbine Time!

ASI JET CENTER



INSTRUCTORS:
Dick Rochfort
Roy Bolling
Bob Stickle
Rick Tutt
Bob Redfern
Mitch Johnson
Jerry Sharpe

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

and ß ight man age ment systems.

 Malibu/Mirage, Meridian, Jetprop DLX 
AIRCRAFT
SPECIFIC 

TRAINING

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

Post OfÞ ce Box 2611
Vero Beach, FL 32961

MFD, EFIS, 
GPS, AP/FD

Model SpeciÞ c 
Train ing

website: 
www.AviationTrainingATM.com

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

Ron Cox
Pres i dent 

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

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

engine shock cooling. Are we having fun yet?

Asymmetric Failsafe

Hydraulic Simplicity

Hydraulic Pump—
Applies Equal Pressure
to both Actuators

Actuator Assembly
& Spoiler Panel

Actuator Assembly
& Spoiler Panel

Spoiler
Hydraulic
Line

Spoiler
Hydraulic

Line
Main Spar
Centerline

Relax. With Power-Pac Spoilers installed

you take advantage of descent rates up to 3.5

times faster! 

Simply touch a button and Power-Pac

Spoilers instantly reduce lift and increase drag.

Deploy your Power-Pac Spoilers at any speed up

to Vne for rapid descent rates without the need

for major power reductions. Avoid engine shock

cooling and maintain cabin pressure. Power-Pac

Spoilers are doubly useful when encountering

sudden turbulence by reducing lift-induced

loads carried by the wings.

The Jet Type design provides maximum

effect, no drag when retracted and lower instal-

lation cost. Plus you can deploy and retract

Power-Pac Spoilers in icing conditions.

Get down ...safely.

Call us today: 800-544-0169

www.powerpacspoilers.com

Down



1997 MIRAGE, N9282J – NEW GARMIN 
GNS 430, BEAUTIFUL STRIKING PAINT!  

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

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

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

and priced below a new Mirage!

1997 MIRAGE, N197MA – LOADED WITH EXTRAS.
SUPERBLY MAINTAINED! LYCOMING WARRANTY! 

Includes Simcom Training Course! $519,000

2002 MERIDIAN, 428DC – ONLY 225 HOURS, 
ELEGANT AIRCRAFT! One owner, Loaded, 

Like New! Skywatch, Stormscope and 
Avidyne 750 Display. $1,350,000

Unbeatable prices.
Priceless experience. 

 When you’re looking for a Malibu, 

Mirage or Meridian, choosing the right 

dealer is the fi rst step to fi nding the right 

aircraft. You want someone on your side 

 with experience, dedication and integrity — you want the 

professionals at Premier Aircraft Sales. 

 Previously known as Signature Combs Aircraft Sales, 

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

knowledge and expertise is unsurpassed. That’s why 

hundreds of Malibu, Mirage and Meridian buyers and 

sellers have trusted Fred Ahles, Art Spengler and the 

Premier team — and they weren’t disappointed.

 Along with our outstanding selection of pre-

owned aircraft, Premier Aircraft Sales is also a factory 

authorized sales center for the Mooney Airplane 

Company and Diamond Aircraft — orders for the 

dazzling new D-JET are now being accepted. 

 Buying, selling or trading, make the right 

choice fi rst and call Premier Aircraft Sales.

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

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

We had a misprint in the Fall MMOPA about the 

2004 Convention, please note the corrected 

site for the convention.

14th Annual Convention—October 3 – 10, 2004

Palm Springs, California.

New Members 
   Carl Conti
   N78CC
   Melbourne, FL

Carl has a new Meridian and has over 4200 

hours, holding a Commercial license and 

SEL MEL and Instrument ratings. His company 

is Adaptec.

   Marc Schechter
   Bloomfi eld Hills, MI

Marc lists his company as ASN Aero. He has 

over 650 hours and holds an instrument rating.

   Stephen Blevins
   Florence, AL

Stephen is an Insurance Broker. He has over 

1750 hours. He holds a Commercial license 

with SEL, MEL, Instrument, and is DC-3 rated.

    Andy Weiner
   Haddonfi eld, NJ

Andy is looking to get a Mirage. He holds SEL 

and Instrument ratings. Good luck Andy, and 

welcome to MMOPA!

   Michael Capocefalo
   Auburn, NY

Michael is also looking for a Mirage. He is a 

business owner and holds a Private license. 

He has SEL and Instrument ratings and has 

over 1540 hours.

   Dave Ryan
   N4121K
   Denver, CO

Dave has a Mirage. He holds an instrument 

rating and has over 500 hours.

   Russell Boyd
   N821J
   Paris, TN

Russell has a new Meridian. He is a Physician 

and holds a Private license with MEL and 

Instrument ratings. He has over 600 hours.

   Rodney Anderson
   Beaumont, TX

Rodney is a Physician. He currently holds a 

Private license and SEL rating. He is working 

on his Instrument rating now.

   Craig Froelich
   Seminole, OK

Craig’s company is Enviro Systens, Inc. He is 

Instrument rated and has over 950 hours.

   Kelly Cornell
   N26KC
   Atlantis, FL

Kelly has a new Meridian. Her company is Sea 

Horse Trading. She has over 1100 hours and is 

instrument rated.

   John Gagliano
   N46WD
   New Baltimore, MI

John is CEO of Collex Collision Experts. He has 

over 1000 hours and holds a Private license 

with an instrument rating.

   John Stahler
   Chicago, IL

John is a returning member. He has over 950 

hours and holds a Private license with SEL MEL 

and Instrument ratings.

   Michael Freeborn
   Chicago, IL

Michael holds a Private license and has 

over 700 hours. He has SEL MEL and 

Instrument ratings.

   Bill Waits
   N744RV
   Savanah, GA

Bill owns Bill Waits RV World in Savanah. 

His Pilot is Mike Nassey. He holds AMEL 

ASEL Commercial CFI CFII and MEI ratings. 

He has over 1650 hours.

   Tod Anderson
   N103TK
   Three Rivers, MI

Tod is an Engineer. His company is Hov-Aire, Inc. 

Notes From M•MOPA Headquarters 

Russ Caauwe

Executive Director

Russ has been crazy about 
airplanes all of his life. He 
obtained his license in Norfolk, 
Nebraska, at the age of 17. 
Entering the Air Force at 19, 
Russ served two years as an 
airborne radar mechanic. In 
1950, he was accepted for pilot 
training, and after graduation, 
was commissioned as a 2nd Lt. 
and pilot. Russ served in the 
82nd Fighter Squadron, fl ying 
F-94’s and F-89’s, in Iceland, 
where he met his wife Bjorg (Bea). 

After completing his tour with the 
76th Fighter Squadron in Presque 
Isle, Maine, Russ pursued various 
business interests, including life 
as a Customer Engineer for IBM; 
later as President of his own data 
processing company; and fi nally, 
as a corporate pilot, from which 
he retired in 1997, having enjoyed 
over 3,500 hours fl ying a 1984 
Malibu, and a 1989 Mirage.

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

Bill Alberts
Convention Coordinator
tel: (843) 785-9358 
fax: (843) 785-7567

14th Annual Convention
October 3 – 10, 2004

Palm Springs, California.
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a basic plan to accomplish this review. Thus, no two clients are the same 

and each recurrent training class is different, highlighting some of the 

same but also different issues as necessary.

I put a lot of responsibility on this refresher course development on the 

trainee. If they fail to communicate their wants or needs, I have a diffi cult 

time making the training relevant. And that is what training must be if it 

is to achieve the prerequisite of making us safer pilots.

One other point, when you get into the airplane with the instructor, 

don’t change the way you fl y. It is very important for the instructor to see 

the “real you” and not the you that fl ies with a CFI aboard. If you change 

 the way you plan or execute a flight, the instructor is not getting a 

chance to observe your habits and make constructive suggestions on 

how to make it better, easier or safer. If your method of fl ight planning 

involves using cocktail napkins, so be it. It is the result more than the 

method in most cases that is the important thing here. I have fl own with 

folks who know their airplane so well that they can recite chapter and 

verse on performance and fl ight planning and, without pen or paper, 

can plan and execute a cross country trip within a five minute time 

difference. On the other hand, I’ve fl own with some who carry a laptop 

and printer and bring 15 pages of printed weather charts and fl ight logs 

with them on every fl ight. For me, the end justifi es the means if you get it 

right. But, if your planning process is substandard and your fl ight shows 

this, we may have some areas to work with during the review. So, the 

instructor must see you as a real pilot, doing the things you do every day, 

in order to help make you a better and safer TBM 700 pilot. And isn’t that 

why we train? If not, it should be.

Even though we aren’t necessarily learning new things, we should 

approach each annual recurrent training session as a chance to 

become better. 

So get involved with your next refresher training session by having an 

idea of the things that you want to happen and encourage the instruc-

tor to offer his or her advice based on you as a pilot. Take an active part 

and you will reap a greater reward.

Ironically, an illuminated fail light is not the worst news you can get, 

because this typically means the controller has failed, and a con-

troller can be replaced. If however, you have enough bad heating 

elements in your windshield to make effective deicing impossible, the 

windshield itself must be replaced. This is the worst possible news, as 

windshields are expensive and labor-intensive to replace. As an aside, 

I have noticed that plastic windshields and their controllers fail more 

often than their glass counterparts. I presume this has to do with 

static electricity. So if you have a plastic windshield, be sure to always 

evaluate your windshield with an amperage check. 

Pitot Heat
Checking your pitot heat is much like checking your windshield. First 

remove any pitot tube cover (yeah, I know, but I have to say it), then 

feel the tube or look for a slight amperage increase on your ammeter. 

If the tube is not heating, the most likely cause is that the pins in the 

connector at the tube have loosened, become too hot, melted and 

lost their solder. Simply repair the connector. 

There is not much you can do to prevent this failure. At each inspec-

tion make sure the connector fi ts snugly on the pins of the tube. 

JetProp Inlet Heat 
Test your inlet heat operation by checking amperage on the deice 

ammeter. Do not become distracted while you do this, as these boots 

will burn up quickly if left on while on the ground. If you see low 

amperage on the gauge, your boot probably has one or more failed 

element. Replace the boot. 

Inlet boot element failure is not preventable, but the boots should 

be treated to prolong their life. For treatment instructions refer to the 

surface deice boot section. 

As a fi nal note of caution, please remember that all of the heating 

deice equipment on your plane is made to operate with very cold 

air moving rapidly over it, so any testing on the ground should be 

brief. Finally, avoid ice whenever possible because that is the ultimate 

deice protection.

together in Palm Springs this fall, the available 

hardware will have changed substantially. If you 

are at all timid (or frugal) about jumping in to 

this technology, a wait-and-see approach is 

certainly justified for the time being. In the 

meantime, many of us will continue experi-

menting and learning. No doubt we will all have 

some useful discussions and share our experi-

ences on the MMOPA web site.

The real bottom line? Now, every other week, a 

manila Jepp envelope arrives. I pull out the CD,

 load it into the computer, and throw the old 

CD away. Now I can drink in celebration of a 

job well done, rather than to anesthetize the 

tedium. Not that I drink of course.

WHERE TO BUYWHERE TO BUY
If you are ready to buy, and you want brand 

new hardware, most tablet PC manufacturers 

have on-line stores where you can purchase 

direct. For Fujitsu and Panasonic, as well as most 

other brands (but not Motion Computing), 

one of the best places I’ve found to purchase 

is www.laptopsinc.com. Their prices are about 

the same as directly from the manufacturers, 

but they typically offer better trimmings, such 

as free memory upgrades, free shipping, and no 

sales tax in most areas.

A number of used tablets are available on 

eBay. This may be a good way to get your feet 

wet, without spending much money. The older 

Fujitsu tablets with outdoor-viewable displays 

are usually available in the $300 – $800 range.

CONTINUED FROM PAGE 10 
MALIBU MAINTENANCE

CONTINUED FROM PAGE 15 
TBM700 INSIGHTS

REFERENCES & RESOURCESREFERENCES & RESOURCES
FAA Advisory Circular AC 120-76A is available 

at: http://www.airweb.faa.gov/Regulatory_

and_Guidance_Library/rgAdvisoryCircular.nsf/

0/b5de2a1cac2e1f7b86256ced00786888/

$FILE/AC120-76A.pdf

A good article on tablet PC technology is at 

http://www.easternct.edu/depts/its/CIT/new-

tech/TabletPCReport.pdf, although it doesn’t 

contain the latest technology (even though it 

was released last August).

Some great tablet PC resources:

http://www.thetabletpc.net

http://www.tabletpc2.com

http://www.tabletpcbuzz.com



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

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

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

KLN-90 GPS, Bendix RDR 2000 Color Rada, 

ARGUS Color 7000, Sdkywatch TCAS, WX-1000E, 

spoilers, Transcoil Engine Monitoring System, 

know ice, co-pilot instruments and trim. Owner 

traded for Citation. Call for price and viewing.

Tom Canavera, Sierra Industries, Ltd

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

or email tom@sijet.com

2002 Socata TBM700
S/N 234 with 177 hrs total time since new. 

Like new in and Out! Equipped with the 

desired optional pilot access door ($50,000) 

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

KMD-850 MFD with EPWS, Nexrad Radar, BF 

Skywatch TCAD, and radar. Warranty valid 

through July 2004. Why spend hundreds of 

thousands more on a new aircraft when you 

can buy S/N 234 for $2,295,000? Visit our 

website at www.caijets.com to view specs 

and pictures.

J.P. Hanley, Corporate AirSearch Int’l 

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

 

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

Club Gated Community with it’s own Airport. 

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

taxiways, fuel. Featuring hangar homes, golf 

course homes, nature homes, and condo-

miniums. 15 minutes from Daytona Beach 

International Airport and the Atlantic 

Ocean. Contact Spruce Creek Fly-In Realty 

for information on all properties and prices, 

new or resale. Website: www.fl y-in.com

Lenny Ohlsson, Broker

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

M•MOPA Classifi eds

GPS Manuals
The popular Garmin GPSmap 196 Handheld 

has been added to our inventory of Pilot 

Friendly manuals. It joins the GPS MAP 295, 

GNS 430, GNS 530, Bendix/King’s KLN89B/

KLN 90B and KLN 900. These task-oriented 

manuals lead you step-by-step through all the 

operations. A valuable aid in the cockpit for 

seldom-used operations. IFR models $39.95. 

Hand helds $34.95. Add $6.00 for S & H. Other 

than U.S. add $6.00 more. ZD Publishing, Inc., 

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

www.zdpublishing.com

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

Emphasis on instrument profi ciency. GPS 

and risk management. Experienced Malibu 

instructors. Train in your plane, our sim or 

combination. Contact MMOPA member: 

Arlynn McMahon or Charlie Monette.

Aero-Tech, Inc., Lexington, KY 

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

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

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

 Best Rates & Low Closing Costs

Experienced Malibu/Citation/TBM 700 Lender 

Located on the Airport @ T71

Jimmy Gips
Vice President Southern Region

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



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

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

with enhanced ground proximity warning 

equipment, BFG Skywatch, WX-1000 storm-

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

interior were completed in 2002 and the 

aircraft has no damage history. The annual 

inspection was complied with June 2003. 

Aircraft is located in Sanford, Florida. Asking 

price has been reduced from $1,850,000 to 

$1,695,000. Visit our website www.caijets.com 

to view specs and pictures.

J.P. Hanley, Corporate AirSearch Int’l 

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

Special Purchase Composite 
3-bladed Mirage Propellers
Hartzell is offering factory overhauled 

3-blade composite propellers for a special 

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

the $21,900 list price. These used composite 

3-bladed Mirage propellers were removed 

from aircraft converted by JetProp LLC to their 

new DLX  This special Top Prop kit includes the 

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

STC paperwork and a 1 year/1000 hour 

warranty. Availability is on a fi rst come, fi rst 

served basis. Call 800-942-7767 or email 

topprop@hartzellprop.com.

1992 Socata TBM700
1992 Socata TBM 700, S/N 53.  Only 1527 TTSN 

with 83 hours since hot section inspection 

by Pratt & Whitney.  Excellent equipment 

including 2-tube EFS-40 EFIS, Garmin GNS-530 

GPS, BFG Skywatch, WX-1000+ stormscope, 

Bendix RDR-81 Radar,  and Freon Air.  The 

exterior was repainted in August of 2001 

and shows like new.  Please visit our website 

at www.caijets.com or contact J.P. Hanley 

the pre-owned TBM 700 specialist at 

Corporate AirSearch (954) 491-0225 or 

email jp@caijets.com. 

CONTINUED FROM PAGE 21
VIEWS FROM A JETPROP

John had come to me for his 6 month recur-

rent training when I did the interview, so I 

knew he was true in his determination to 

remain current and profi cient. We went out 

and tried the engine out approach proce-

dure as presented to the MMOPA group at 

our last convention by Jim Yankaskas and 

Doug Leet, who summarize their method-

ology in this issue. Using their guidelines 

John was able to do a straight in approach. 

It is definitely a procedure that needs to 

be practiced before needed. To celebrate 

John’s great victory we also practiced Lazy 

8’s, Chandelles, 60° turns and other fun 

things exploring the envelope of out great 

airplanes, which are captures in the accom-

panying photos.









In our full-motion sim, your plane or a combination.
Patient, caring instructors, experienced in the PA-46.

One-on-one learning in a relaxed environment.

Review the fundamentals - get back the edge.
Practice and drill - increase proÞ ciency. 

Test your judgement in challenging LOFT missions.
Stretch your skills and conÞ dence to a higher level.

Initial and Recurrent 
PA-46 Training
Insurance approved 

1.800.923.7762
www.aerotech.net  

Aero-Tech Recurrent Training
Practical proÞ ciency for general aviation pilots.

Lexington, KY                 Since 1971

CONTINUED FROM PAGE 27
STRENGTHENING THE MIRAGE 
ENGINE MOUNT

normal loads and safeguard the design from propagation of 

undetected micro-cracks. In all, the mods add about 2.75 pounds 

of steel in this critical area.

As is often the case, the STC approval process affords the 

FAA an opportunity to reconsider the original certification 

basis and issue more stringent requirements for the modifi ca-

tion than for the original part. Such was the case when the 

Aircraft Certifi cation Offi ce required that our modifi ed mount 

receive an internal anti-corrosion treatment, a process not 

employed on the original part. 

The EFG engine mount modifi cation costs $3,950.00 (exchange 

price), and includes complete stripping, dye penetrant inspec-

tion, any needed repairs, modifi cation in the nose gear attach 

area, internal anti-corrosion treatment, priming and painting 

(white for better heat rejection). 

Malibu Mount
EFG is currently investigating the applicability of the Mirage 

solution for the TCM-powered Malibus, and the analysis so 

far looks encouraging. If there is suffi cient interest to warrant 

the expense, EFG will work to add the Malibu to the STC’s 

applicability list.
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the greater the need for compensat-

ing nose-down elevator pressure. 

This reduces the angel of attack on 

the wings but increases the angle 

of attack on the tail. Therefore, the 

traditional solution of adding air-

speed to avoid a stall is true for the 

wing, put not for an iced tail. Faster 

airspeed may also result in increased 

ice accumulation since large drops of 

precipitation may be more apt to hit 

the leading edge and have enough 

momentum to continue fl owing aft 

of the leading edge and protected 

boot area before freezing.

 8.   a.   The old adage of waiting for ice to 

build up on the wing before using 

the boots to avoid “ice bridging” is 

associated with older technology 

boots. Currently, it is recommended 

to use the boots as soon as ice is 

apparent and to repeat using them 

frequently. There is no need to wait 

until an ice build up or signal from 

the “smart boots”. If in doubt, use them.

 9.   d.   Minimum ice penetration speed of 

130 KIAS in most PA-46’s should be 

used. This will minimize the deck 

angel of the aircraft and help prevent 

ice build up under the aircraft and 

behind the boot surface.

 10.   b.   Or, perhaps WAASS, “What! Another 

Avionics System Superceded?”

 11.   a.   There were approximately 500 WAAS 

approaches available at the end of 

2003. Another 250-300 per year are 

expected to be developed. However, 

of the approaches existing at the 

end of 2003, only about 10 LPV 

approaches with lower minimums 

were available, typically at airports 

which already had ILS capabilities.

 12.   c.

 13.   d.

 14.   c.   Although the FAA had at one time 

indicated intentions to provide WAAS 

CAT 1 approach service with vertical 

guidance to 200ft., they now indicate 

they expect to remain with the 

current 250 ft and have apparently 

abandoned pursuing the additional 

50ft. This feature currently appears to 

be in fl ux so keep watch for possible 

future developments.

 15.   a.   Each country or area will be responsi-

ble for providing WAAS like coverage 

in their area. CWAAS is the Canadian 

WAAS, EGNOS is the multinational 

European geostationary navigation 

overlay system, MSAS is Japan’s 

multi-transport satellite augmenta-

tion system, and GAGAN is India’s 

planned system and offi cially stands 

for Geo and GPS augmentation 

navigation but also means “sky” 

in Hindu. Cool!

CONTINUED FROM PAGE 19 MALIBU TRIVIA Q & A





Move up to turboprop performance and pressurized, cabin-class comfort in a pre-owned Piper Meridian 
costing hundreds of thousands less than new. And we can make it like new with your choice of modifications 

and our Meridian expertise. (Improvements may be eligible for the 50% bonus first-year depreciation).

• Skytech offers you 27 years of experience and operates two FAA-certified repair stations, (CRS C41R727N) 
at Rock Hill, SC and (CRS LF1R294K) at Baltimore, MD.

• At Skytech, your service is performed by technician teams of A&P mechanics led by independent IAs.

• Skytech technicians are cross-trained on all the aircraft we service.

• Skytech systems and processes meet the most stringent underwriting requirements for one of the world’s 
largest aviation insurers.

• Skytech is recognized for top-level work – always at a fair price – and that means true VALUE for you!

Baltimore, MD (MTN)
Martin State Airport

Rock Hill, SC (UZA)
York County Airport

Charlotte, NC Metro Areawww.skytechinc.com

YOUR COMPLETE SATISFACTION IS A GIVEN!
So what else does Skytech-Advantage service mean to you?

Premier Pre-owned Meridian VALUES

CALL 888.386.3596 TODAY TO SCHEDULE SERVICE OR FLY A MERIDIAN!

It means that New Piper Aircraft, Pilatus and Cessna all made Skytech a dealer and factory-authorized 
service center (for all Piper aircraft, the Pilatus PC12 and the Cessna Caravan)!

That’s three big-time endorsements – and a big "thumbs up" for your Skytech decision.

We do inspections, maintenance, installations, modifications and major airframe repairs.
Our technical service professionals are also personal service enthusiasts! 

That’s good, but this is great – it’s your 5-point Skytech-Advantage:





Display Rates
Full Page Black & White $400.00

Full Page Full Color $1,375.00

Half Page Black & White $200.00
 Half Page Full Color $875.00

2 page spread Black & White $650.00
2 page spread Full Color $1,975.00

2 page center spread Full Color $2,120.00

Inside Front Cover Full Color $1,650.00
Inside Back Cover Full Color $1,575.00
Back Cover Full Color Only $1,825.00

Guaranteed ad placement—Display rate plus 20% 

Classifi ed Rates
The classifi ed advertising section includes 

used aircraft, services and used equipment.

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

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

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

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

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

Minimum ad length is up to 45 words.
Ads over 45 words are billed at $1.00 per word. 

Full payment must accompany your advertisement.

Advertising Placement 
Ad Specifi cations, Scheduling and Contact Information

 
Trey Hughes 

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

Email: trey_hughes@sbcglobal.net

Send all ad materials to the Publisher:
140 Heimer Road

San Antonio, TX 78232

Publisher reserves the right to 
refuse or withdraw advertising.

Advertising Insertion Fees are required 
prior to production of publication. 

Electronic fi les only.
 Overall magazine size is 

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

Advertising Rates ... Training Update ...

Aero-Tech Recurrent Training
Lexington, Kentucky
1-800-923-7762

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

Initial & Refresher Courses

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

Initial & Refresher by Appointment

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

Initial & Refresher with Mary Bryant at

St. Petersburg or Customer’s Location

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

Initial & Recurrent Training

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

Initial & Recurrent Training

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

Initial & Refresher Training with

John Mariani at any location

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

Initial & Recurrent Training

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

Initial & Refresher by Appointment

The following facilities offer initial and/or 
recurrent training for the Malibu•Mirage.
This list does not constitute an endorsement 
of any of the trainers listed below.

Events Calendar ...

14th Annual Convention
October 3 – 10, 2004

Palm Springs, California.

Helpline ...

620-728-8634

 



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

Mirages, JetProp DLX and Meridians longer than any
other agency

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

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

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

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

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

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

Professional Insurance Management 
is a long-time member of 

The Malibu/Mirage Owners 
and Pilots Association. 



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

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

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

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


