


New Piper ad - 
new disk supplied



Table of Contents . . . 

  6       Letter From the Editor
                      by Jeff Schweitzer

11      Aviation News
                      by Doug Leet

12     Note from the President
                     by Richard Bynum

13     Coats Corner
                      by David Coats M.D.  
14     Malibu Maintenance
                       by Kevin Mead

16     Turbine Times
                      by Cody Ramsey

18      Malibu Trivia Q & A
                     by Mary Bryant

20     Views from a JetProp
                     by Robert Conrad

50     Notes from M•MOPA 
             Headquarters
                      by Russ Caauwe                  
55     M•MOPA Classifieds
62     Advertising Rates
62     Calendar
62     Training Update

22    Deadstick ILS
                      by Perry Wilson 

26    Tucson: A Pre-Convention
            Tour
                      by Jeff Schweitzer 

 
 
                       

FEATURE ARTICLES

ON THE COVER

This beautiful natural setting is 
found only a short distance from 
the convention hotel, the Westin 
La Paloma in Tucson, Arizona.



Summer 2002              M MOPA
4

Second Page . . . 
Adam Aircraft Industries

Page 37
Aero One

Page 49
AirCell Inc.

Page 31
ASI / Modern Aero

Page 19
Aviation Sales/Denver

Page 46/47
Aviation Training Management

Page 56
Bendix/King / Honeywell

Page 7
Bruce's Custom Covers

Page 45
Classified Ads

Page 55
Columbia Aircraft Sales

Page 42
Corporate AirSearch, International

Page 34
Cutter Aviation

Page 48
Des Moines Flying Service

Page 40
Eclipse International, Inc.

Page 51
Enhanced Flight Group

Page 32
FlightSafety International

Page 25
General Aviation and Modification Inc.

Page 60
Hartzell Propeller, Inc.

Page 10
Ibis Aerospace

Page 9
JetProp
Page 59

Kansas City Aviation Center
Page 57

Mariani Aviation Services
Page 8

Meggit Avionics, Inc. 
Page 21

New Piper Aircraft, Inc.
Inside Front Cover

Pik*West Insurance
Page 56

Pilatus Business Aircraft Limited
Page 5

Plastech Corporation
Page 54

Professional Insurance Management
Inside Back Cover

Roger Aviation
Page 33

Scope Leasing
Page 38

Sheyden Eyewear
Page 28

SimCom / PanAm Training Centers
Back Cover

Skytech, Inc.
Page 61

Socata Aircraft, Inc.
Page 17 / Page 41

Software Solutions / Entry Point
Page 58

Spoilers, Inc.
Page 44

Superior Aviation, Inc.
Page 55

Trend Group
Page 15

VK Aircraft, Inc.
Page 52/53

Editor
Jeff Schweitzer
(512) 264-8026  •  Fax (512) 264-8025
Email: JSchweitzer@austin.rr.com
Send all publishing inquiries,
manuscripts and photos to the Editor. The 
Editor is responsible for initial review of all 
submissions and content.

Publisher
MDS Graphics and Advertising
Austin, TX
Ship to:
MDS Creative Studio
809 N. Cuernavaca Drive
Austin, TX  78733
(512) 306-1988 • Fax: (512) 263-3200
email@mdsgraphics.com

Officers & Directors
Richard Bynum
President & Board Member
(210) 341-7246 • Fax: (210) 384-8363
Douglas Leet
Ombudsman
(520) 399-1121 • email: bravo4372@aol.com
Mona Rathmel
Secretary /Treasurer & Board Member
Mark Swatek
Immediate Past President & Board Member
James Yankaskas
Board Member

Executive Director
Russ Caauwe  •  M MOPA
P. O. Box 1288
Green Valley, AZ  85622
(520) 399-1121  •  Fax (520) 648-3823
Headquarters email:   Russ46@cox.net
web site:  http://www.mmopa.com

Convention Coordinator
Bill Alberts
(843) 785-9358  •  Fax (843) 785-7567

Disclaimer
The comments, articles, stories, letters and information 
contained in this magazine are the personal opinions of 
the writers and are not – and are not to be construed to 
be – official policy or commentary of the Malibu•Mirage 
Owners and Pilots Association.

Neither the Association nor its directors, officers nor the 
publisher give any official sanction to any articles, stories, 
letters or information contained herein.

THE PILOT-IN-COMMAND IS RESPONSIBLE FOR 
THE SAFE AND PROPER OPERATION OF HIS/HER 
AIRCRAFT AND IT IS THE RESPONSIBILITY OF THE 
PILOT-IN-COMMAND TO OPERATE THAT AIRCRAFT 
IN COMPLIANCE WITH THAT AIRCRAFT'S PILOT'S 
OPERATING HANDBOOK AND OTHER OFFICIAL 
MANUALS AND DIRECTIVES.

THE MALIBU•MIRAGE 
OWNERS AND 
PILOTS ASSOCIATION 
APPRECIATES THE 
SUPPORT OF ITS 
ADVERTISERS.  
PLEASE USE THEIR 
SERVICES WHENEVER 
POSSIBLE AND 
TELL THEM YOU SAW 
THEIR AD IN THE 
MALIBU•MIRAGE 
MAGAZINE.



Summer 2002              M MOPA
4

Pilatus new ad
disk supplied



by Jeff Schweitzer

Letter from the Editor

Convention 2002
Asheville will be hard to beat, but 
Tucson is up to the challenge. I 
invite anybody to feign disinterest 
after reading the feature article on 
our high-desert destination.  While 
some credit must accrue to the wit 
and wisdom of the author, Tucson 
largely speaks for itself.  We will all be 
staying at an award-winning luxury resort 
and spa nestled against the foothills of 
the Santa Catalina Mountains, with gourmet 
restaurants and abundant watering holes on site 
and nearby.  Pools, waterfalls, desert flora, and 
abundant sunshine await your arrival.  World-
class museums, art exhibits, and shopping will 
keep anybody not interested in crankshafts fully 
entertained.  National and state parks are just a 
few minutes away, offering hiking for the fit and 
tram rides for the sclerotic.  Cave explorations 
by candlelight, personal encounters with 
wildlife at the Desert Museum, and a visit to 
the 4500-plane boneyard will contribute to the 
unforgettable experience.  I boldly prophesized 
last year that Asheville would be the best 
convention yet, and I believe that was borne 
out by experience.  I will go out on another limb 
here and predict that Tucson will become the 
new standard.  

We have a full agenda, much to discuss, and 
a wide range of challenging issues to address.  
As always, the academic program is tightly 
focused on our primary mission of promoting 
safety.  This has not been a stellar year for the 
PA-46, and we need to dig deep and work to 
improve the record.  Because safety is our main 
focus, I have included in this issue an eye-
opening article by Dr. Perry Wilson, who had 
the pleasure of flying his bird to ILS minimums 
without the benefit of an engine.  Much to his 
credit, he landed safely, with no injuries.  His 
discussion is an important reminder to all of us 
flying in hard IMC that we need to be constantly 
thinking ahead of the game, anticipating our 
next move in any emergency.

Our vendors are enthusiastic about the 
convention, and will be there in record numbers.  
Our membership continues to expand, and we 
hope to have record turnout of airplanes and 
pilots to reflect our growing strength.  I’ll see 
you in Tucson.  This convention is not to be 
missed.

As we did last year, we will delay publication 
of the fall 2002 issue by a few weeks to ensure 
that it includes full coverage of the convention, 
which hopefully will include some decent 
photographs this year.  We’re working on that.  
I also understand that we need to seriously 
improve our coverage of the Queen of the Fleet 

contest, and that is being addressed, too, as we 
revamp that contest.  I will be on the prowl for 
blackmail photos, and suspect that the swim-
up bar will be the most auspicious location 
to capture on film unsuspecting members in 
thongs.  Beware.

Two to Tango
By now all of you will have read the letter from the 
president of The New Piper Aircraft, Inc., Chuck 
Suma, to MMOPA members.  We published a 
preview in the Spring issue, and you should 
have received by mail the original, with all the 
attachments.  The ball is more or less in our 
court now.  We have to start formally reporting 
service problems directly to Piper, and the forms 
for doing so were included with Suma’s letter.  
After much kicking and screaming, and false 
starts, Piper is providing us the opportunity to 
communicate to them our concerns and issues, 
using standard reporting formats so that the 
data can be managed properly.    Encourage 
your mechanic to report any problems, and do 
not hesitate to do so yourself.  No, we are not 
out of the woods yet, but yes, this is a start.

Engine Dismounts
The importance of the paragraph immediately 
above becomes clear in light of the recently-
issued mandatory service bulletin (SB 1103) 
concerning engine mount failures. Piper 
claims they were unaware of the problem until 
recently.  Without commenting further on that, 
such implausible claims would at least be more 
difficult to make with a straight face in the future 
if we (pilots and mechanics) all diligently report 
failures as they occur.  There is nothing like a 
solid paper trail to bolster your case. 

As a grizzled veteran of the nosewheel collapse 
wars, allow me to say that while the repair or 
replacement will be ugly and expensive, 
the alternative is far more painful.  Now that 
the worst kept secret in the fleet is openly 
acknowledged, we can take realistic steps to 
address the problem.  Kevin Mead provides his 
unique insight into the problem and potential 
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Letter from the Editor
(continued)

solutions.  Dave Coats and Doug Leet each 
outline some preliminary avenues the Board 
will pursue and discusses some actions that 
vendors are taking to strengthen the mount. 
Enhanced Flight Group, LLC, was already 
working on a modified engine mount as a 
component of their Magnum STC, but will now 
accelerate that activity as a separate effort 
to bring the new engine mount to market as 
quickly as possible.  Dave delves into the details 
of this accelerated effort.  

The repeated references by multiple authors to 
the engine mount problem are not redundant.  
Each author brings to us a different perspective, 
and I am hard pressed to find another issue 
of greater concern to our readers at the 
moment.

Yeah, Yeah
First the turbine drivers complained that the 
magazine was totally devoted to pistons.  
Now I am hearing from piston pounders that 
the pendulum has swing too far toward Jet 
A.  Gimme a break.  Next I’ll hear from Mirage 
owners that we focus too much on Malibus.  
Perhaps we should just publish articles from 
the Bonanza Society about the A36 so that 
everybody will be equally miffed.   In any case, 
in the grand tradition of appeasement, I will 
attempt a more balanced approach to ensure 
that the sensitivities of our 100LL and kerosene 
burners are equally satisfied.  Geez.

Behind the Scenes
James Bond-like, I passed through several 
doors that secretly opened only with a special 
pass, transferred to an elevator accessible by 
card key only, and finally hauled up a narrow 
flight of stairs to find myself standing in the 
middle of the tower at the Austin Bergstrom 
International Airport.  They have a good view.  
No, the tower did not ask me to “stop by” after I 
cut off a 747 on final.  Phil Rosenbaum, a former 
MMOPA member, now a PC-12 driver, arranged 
for a tour of the tower and Tracon facility below, 
and was kind enough to invite me along. 

Viewing the world from ATC’s perspective 
is both scary and informative.  Seeing our 
airplanes as a jumble of little blips crowded 
onto a fluorescent green screen makes one 
appreciate the mental agility of controllers, 
who are working with C172s and big iron, and 
everything in between, as they all squeeze into 
the arrival zone.  The frightening part is how 
much we truly depend on a fallible human on the 
other end of the mike to sort out the traffic.  

At Austin, the majority of the folks on duty at 
the time of my tour were pilots.  That provides 
a huge advantage, because pilot-controllers 
understand real-world constraints of flying, 
and try to accommodate us as much as 
possible.  Even with all the technology, we 
ultimately rely on the competence of the guys 
and gals watching the scope.  They work 

wonders.  A tower visit should be on every 
pilot’s agenda.

Exotic Desert Islands
While many of us use our planes strictly for 
business, others have the luxury of flying 
strictly for pleasure. Going somewhere always 
seems more “official” than punching holes in 
the sky, so having an interesting destination 
adds immeasurably to the pleasure-flying 
experience.  The time has come for MMOPA 
members to fess up, reveal their favorite 
spots, and write about their top-ten exotic 
destinations.  John Mariani recently voyaged 
to the far ends of the earth to train our fellow 
PA-46 pilots in Australia, and we will feature 
that adventure in a future issue.  That will mark 
the second adventure write-up on Australia.  
The continent is big enough to warrant such 
coverage, but I suspect that people confined 
to the claustrophobic spaces of North America 
also have something interested to divulge. So 
while the Aussies have done the best job of 
keeping us informed and envious, others now 
must step up to the plate.  C’mon, I know 
you just spent the weekend hidden away at 
Nemocolin,  Mohonk Mountain Inn or Treasure 
Cay.  So take some photos, write it up, and 
become a famous aviation author.   I intend 
to devote a few issues to destination flying.  
I could bore you with my personal exploits, 
but would prefer to hear from the teeming 
masses.
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by Doug Leet

Aviation News

Douglas Leet

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

Accidents and Incidents
The fleet suffered three accidents since our 
last report, but no injuries or fatalities. The 
two Malibu accidents appear to be due to 
mechanical failure, a notable contrast to the 
more common cause of pilot error. Below is 
a summary:

Date: March 8, 2002
Location: Philadelphia, PA (PNE)
Aircraft: PA-46T
Registration: N117NU

On March 8, 2002, about 0845 Eastern 
Standard Time, a Piper PA46T, N117NU, 
was substantially damaged while landing 
at the Northeast Philadelphia Airport 
(PNE), Philadelphia, Pennsylvania. The 
certificated private pilot was not injured. 
Visual meteorological conditions prevailed 
for the flight that originated from Igor I. 
Sikorsky Memorial Airport (BDR), Bridgeport, 
Connecticut. An instrument flight rules (IFR) 
flight plan had been filed for the personal flight 
that was conducted under 14 CFR Part 91.

The pilot was landing on runway 6. According 
to his written statement:

”...I was on final and was a little high over the 
numbers. I brought the plane down too hard and 
too fast on the runway, which caused the plane 
to bounce back up in the air. I think on the first 
bounce there was a propeller strike, because 
when I attempted to power up to go around, I did 
not feel the increase in power and had a second 
bounce. At this point, I pulled the power back, 
and I had bounced off the runway. Once in the 
grass, I attempted to steer the airplane back onto 
the runway, and that is when the gear collapsed 
and the plane came to a full stop....”

In a follow-up telephone interview, the pilot 
reported that the airplane exited the runway 
after he had passed the intersection of 
runways 15/33.

According to an inspector from the Federal 
Aviation Administration (FAA), the airplane 
traveled 380 feet through the dirt. The left wing 
was dimpled on the top. Both main landing 
gear had collapsed to the right, and the nose 
wheel was bent to the right.

According to the 0854 weather observation 
from PNE, the sky was clear, the visibility was 
9 statute miles, and the winds was from 060 
degrees at 5 knots.

The airplane was originally delivered as a 
PA-46-350P. It was subsequently modified 
by a supplemental type certificate (STC), 

which replaced the reciprocating engine with 
a Pratt & Whitney of Canada (PWC) PT6A-34 
turboprop engine. According to the STC holder, 
the airplane was redesignated a P46T.

The pilot reported that his total flight experience 
was about 720 hours, which included 50 hours 
in make and model.

Date: March 31, 2002
Location: South Saint Paul, MN.
Aircraft: PA-46-310P
Registration: N9103Q

On March 31, 2002, at 1015 Central Standard 
Time, a Piper Malibu PA-46-310P, N9103Q, 
sustained substantial damage during a forced 
landing on the Mississippi River near South St. 
Paul, Minnesota, after it experienced a loss of 
engine power. The 14 CFR Part 91 pleasure 
flight departed Fleming Field (SGS), South St. 
Paul, Minnesota, at 1000 en route to Storm 
Lake, Iowa. The pilot and two passengers were 
not injured. Visual meteorological conditions 
prevailed. An instrument flight rules (IFR) flight 
plan had been filed.

Date: April 07, 2002
Location: Hastings, MN.
Aircraft: Piper PA-46-310P
Registration: N9184F

On April 7, 2002, at 1015 Central Daylight 
Time, a Piper PA-46-310P, N9184F, sustained 
substantial damage during a forced landing 
on a road in Hastings, Minnesota, after a loss 
of engine power. The commercial pilot and 
three passengers were not injured. The CFR 
14 Part 91 personal flight departed the St. Paul 
Downtown Airport (STP), St. Paul, Minnesota, 
about 0945 en route to Red Wing Regional 
Airport (RGK), Red Wing, Minnesota. Visual 
meteorological conditions prevailed. The flight 
was on a VFR flight plan to RGK.

The first Malibu accident may have been due 
to failure of the fuel line as was reported on 
the MMOPA website. This also may be the 
same plane that was involved in a significant 
accident on a test flight after a new engine 
was installed in 1990 in Baltimore. The fuel 
line became disconnected and a fire forced a 
crash landing at Martin State Airport. The plane 
was subsequently rebuilt firewall forward.
    
The second Malibu accident is also under 
investigation by TCM and the FAA.  Arnold 
Sperling reported a TTE of 1650, and that 
connecting rods 3,4,and 5 were broken. 
The plane was flown by his partner, Richard 
Ames.

cont. 
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These last two accidents attest to the fact 
that even with a catastrophic engine failure, 
good piloting skills and a little “luck” can save 
your bacon.  Most of the fatalities that have 
occurred in our fleet were the result of “poor 
judgement” and not mechanical failure. Any 
man-made engine is prone to failure. We 
all need to train for emergencies. A turbine 
engine without fuel runs no better than a 
piston blowing oil.

Ombudsman Program
Our program to improve communications 
with Piper is now up and running. If you 
have an issue that can not be resolved with 
your dealer, and have notified the New Piper 
Aircraft, Inc. in writing of your concerns, 
but the problem remains unsolved after 
some reasonable time, submit the issue 
to the Ombudsman: Douglas Leet  (email 

at Bravo4372@aol.com) or contact Russ 
Caauwe (email at Russ46@cox.net).  Here are 
some guidelines for using the Ombudsman 
Program:
    
1.   Owner is to contact his or her 

respective Dealer and give Dealer a 
reasonable  number of attempts to 
correct the problem.

2.   New Piper must be notified in writing of the 
problem. 

3.  Dealer and/or New Piper must be provided 
with a reasonable opportunity to resolve the 
issue.

3.   Failure of the above process would 
be cause for referring the issue to the 
Ombudsman.

4.   The Ombudsman will work directly with the 
Owner, Dealer, and New Piper in seeking 
an equitable resolution of the problem.   

Engine Mount Mandatory SB
As mentioned elsewhere in several articles in 
this issue, SB 1103, Engine Mount Inspection, 
which was issued on April 22, 2002, affects 
essentially the entire PA-46 fleet, and is 
considered mandatory by Piper. Part I requires a 
specified inspection of the engine mount at the 
next regularly scheduled maintenance event, 
and every 100 hours time in service thereafter.  
Part II of the SB requires replacement of the 
engine mount if cracks are found.  This SB 
may entail significant costs to PA-46 owners, 
as well as substantial time out of service if 
replacement is required. The M/MOPA Board 
is taking five actions to minimize the adverse 
effects of this SB, as detailed in Coats Corner. 
Dave Coats and Jim Yankaskas are exploring 
the adequacy of the new mounts to see if they 
really are a “fix” and are also looking into after-
market modifications that can be done without  
removing the engine.

Aviation News
(continued)

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

by Richard Bynum
Note from the President

Richard Bynum 

Changing Times
The recent MMOPA board meeting in Tucson, 
Arizona, has resulted in some changes and 
improvements to the upcoming convention.  Any 
proposed adjustment to long-standing tradition 
usually causes an immediate reaction to protect 
the status quo.  But we will move boldly ahead to 
implement the following modest changes: 

Safety Foundation
The Safety Foundation will not hold a session 
before the convention.  In addition, individual 
instructors have been asked to refrain from any 
training during the event.  Of course, members 
may arrange to receive recurrent training either 
immediately before or after the convention if that 
is convenient. 
    
Queen of the Fleet
I recently received a phone call from member 
Norb Dubek concerning the manner in which the 
last Queen of the Fleet was handled.  This led to 
subsequent conversations about ways to improve 
this important part of the convention.  Norb has 
graciously volunteered to help with the Queen 
of the Fleet event; in fact, he has already listed 
several improvements he would like to make.  The 
MMOPA board has decided to take a one-year 
hiatus from the Queen of the Fleet in order to 
revamp and improve the award.  This tradition 
will resume next year stronger than ever.

Wanted Ads 
As MMOPA grows, so does the need for 
various skills from the membership.  While 
many members have worked to improve the 
organization, few have the time or desire to serve 
on the MMOPA board.  However, there is another 
way to be of great help.  MMOPA has several 

single-issue or non-recurring concerns that would 
benefit from an expert within the organization.  For 
example, the current by-laws of MMOPA need 
to be updated by someone with knowledge in 
this area.  The Safety Foundation needs good 
marketing direction so that attendance can justify 
continued funding by MMOPA.  These are but two 
examples.  If you do not have time to serve on 
the Board, but think you can help on a project, 
please do not hesitate to contact me.  Call me 
and we can discuss how to get started.  Lewis 
Donzis has agreed to take on such a project.  He 
will be our technology resource and is currently 
working with Acrosonics to explore ways to 
improve the web site.

SB 1103 
Piper’s mandatory service bulletin is addressed 
in Coats Corner, Aviation News and Malibu 
Maintenance.  Clearly, this is of great concern to 
MMOPA.  The Board is working hard to explore all 
avenues for reducing the pain for our members, 
both in terms of dollars spent and time lost.  We 
will keep you informed as we work through this 
issue.

East Meets West
After record-setting attendance at the last 
MMOPA convention in Asheville, which was 
well east of the Mississippi on last inspection, 
the time has come for our western members to 
meet the challenge of making Tucson the biggest 
convention ever.  Let’s show some geographic 
chauvinism.  After reading Schweitzer’s vivid 
description of the Westin La Paloma Resort 
and Spa, as well as his treatise on the area’s 
innumerable parks, museums, and shopping 
opportunities, you simply have no excuse to miss 
this exciting event.  See you in Tucson!
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David’s first dream in his youth was 
to be a Naval Aviator, but lack of 
20/20 uncorrected vision precluded 
the normal approach to that goal.  
Since Annapolis was out, David 
became a physician in pursuit of 
his dream of flying.  Taught by his 
Dad, a flight instructor in the Navy, 
David went on to fire patrol and 
crop dusting to satisfy the flying 
urge.  He then made it to medical 
school, followed by a residency in 
radiology in the US Army.  David 
served in Vietnam as a flight 
surgeon and a radiologist.  After 
entering private practice in Tyler, 
Texas, where he currently lives 
with his wife Emily, he traded his 
Cessna 180 for a Twin Comanche, 
earned his ATP, and then moved up 
to the Malibu.  He bought 4388M 
in 1987, spruced her up to become 
Queen of the Fleet in 1991, and 
has kept her in mint condition ever 
since.

by David Coats, MD

Coats Corner

David Coats, MD 

Preliminary Action Plan
Every PA-46 owner should have already received 
Mandatory Service Bulletin 1103 issued by The 
New Piper Aircraft, Inc. concerning engine 
mount cracks.  Regardless of how the issue 
is addressed, our wallets will be considerably 
lighter when this is over.  At the mid-year MMOPA 
Board meeting in Tucson on May 4, the following 
preliminary action plan was formulated: 

1.  Develop and circulate towing guidelines to 
the aviation community (specifically to FBO’s 
and owners).

2.  Encourage owners and mechanics to 
periodically check the through-bolt torque 
at the actuator feet, at intervals no greater 
than every 100 hours.

3.  Discuss the issue with Piper to determine if 
this fix is sufficient.

4.  Determine parts availability, delivery times, 
and other factors affecting down time.

5.   Investigate and find methods to reduce the 
cost of repairs, as appropriate.

6.  Encourage qualified vendors to develop 
alternatives to the repair, and to consider 
“on frame” repairs, if appropriate.

We are working to accomplish these tasks.  In 
this process we have learned that even repaired 
mounts fail. Two airplanes in the fleet with “on 
frame” reinforcements (done prior to the SB) had 
cracked mounts, resulting in loss of directional 
control and substantial damage on landing.  I 
believe that the engine mounts now used by 
JetProp have even sustained cracks in some 
cases.  So, we come back to the main issue:  
we need to be as concerned with the towing of 
our planes as we do to with the fueling.   We can 
wonder why other airplanes are towed up and 
down the ramp all day long with no risk, but the 
reality for PA-46 owners is that towing can cause 
serious damage to our airplanes.  Upon arrival, 
or better yet before taking off, consider getting 
directions to a tie down area that will avoid the 
need for towing.  Then instruct the FBO that the 
airplane is not to be moved.

As of this writing, the cost for a Malibu mount 
is $6079, and for a  Mirage, $8,246.  Most  
Meridians should still be under warranty, and I do 
not know the cost for any that are not. Currently, 
the lag time for the engine mounts from Piper is 
from 58 to 196 days.

Vendor Activity
Jonathan Sisk, MMOPA member and president 
of Enhanced Flight Group, LLC, is working on 
a fix for the Mirage mount.  Historically, these 
mounts have failed more frequently than those 
found on the Malibu.  His company decided 
several months ago to incorporate a solution to 
the engine/gear mount frailties into the Magnum 
engine conversion program, figuring that there 
would be no point in fixing the engine, only to 
install it on a mount that would probably fail.  
Sisk’s intention was to deliver the beefed-up 
mount as part of the mod package.  However, 
with SB-1103 now released and a follow-on AD 
likely, Enhanced Flight Group has decided to 
offer the modified/overhauled engine mount for 
the Mirage separately. Says Sisk, “I’ve directed 
my structures and certification team in Waco, 
TX to accelerate the project to bring this STC to 
market as quickly as possible.” Sisk will evaluate 
the possibility of a fix for the TCM mount based 
on market demand and applicability of the 
Mirage fix to the Malibu.  He has no current 
plans for Meridians.

Enhanced Flight Group has already reverse-
engineered the Piper mount and has a computer 
model ready to begin finite element analysis 
for both gear/ground handling and engine/air 
loads to over 400 HP. One of Sisk’s concerns is 
that he has seen cracks in the actuator attach 
area forward of the tubes that Piper changed.  
He wants to be sure his company has a 
comprehensive solution.  Sisk’s goal will be 
to offer the fleet a repair/modification/overhaul 
of the existing mount at a tiny fraction of the 
cost of the new replacement part from Piper.

Sisk says that he will endeavor to have 
an approved fix within 90 days as of this 
writing, if possible. Until then, abide by the 
recommendations of SB-1103 and have the 
inspections done. Talk to anyone who has had 
the nose gear collapse and you will realize that 
this is serious. The cost of the inspection, though 
annoying, is minuscule compared to the cost of 
repairs following a two-legged landing.

Another vendor (Kasola & Associates, Inc.) has 
promised to look at the problem as well.  We will 
wait to hear more from them.

Medical Matters
The AOPA Web Site has an excellent section on 
all things medical in reference to flying. Check 
on this site before your next physical if you 
have developed any problems.  If you are not a 
member of AOPA, you should join.

Engine Mounts
Note from the President
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by Kevin Mead

Malibu Maintenance
Paint and Interior Checklist

Kevin Mead

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

Piper SB 1103
By now, any PA-46 pilot still inhaling and 
exhaling has heard about Piper SB 1103, 
calling for inspection of the engine mount, and 
its replacement if cracked. This bulletin, which 
mandates 100 hour recurrent inspections of 
certain areas of the mount, affects the Meridian, 
Malibu and Mirage. Paint must be removed from 
effected areas so that a dye penetrant inspection 
can be performed. Great care must be taken in 
the inspection process since some cracks are 
extremely difficult to see. If the check reveals a 
crack, the mount must be replaced. In order to be 
relieved of the 100 hour inspection you will need 
to replace the cracked mount with Piper’s new 
“beefed up” version, which confusingly has the 
same part number as the old style mount. 

I, for one, am relieved to finally see some 
recognition of this serious problem. In my shop 
last year we saw approximately 100 PA46’s, 
most for annual or pre-purchase inspections. Of 
those, we found nine broken 310P mounts, eight 
broken 350P mounts, and one cracked JetProp 
mount. These numbers led us to begin using the 
inspection technique similar to the one called 
for in SB 1103, starting around May of last year. 
In addition, we routinely remove the nose gear 
actuator attach bolt in order to push it out of the 
way for an unobstructed view of the mount. 

As relieved as I am to see this problem 
receiving some attention, I am terribly frustrated 
by the options available for owners of cracked 
mounts. The new Piper mounts are expensive 
and not readily available.  Let’s consider all of 
your options.

Repair Old-Style Mount
Of course, nothing is forcing you to install 
Piper’s new-style mount. You are free to repair 

your old mount (the SB is silent about this), but 
only to its original configuration. The problem 
with that approach, however, is that the original 
configuration is the one that cracked in the first 
place, and you will be stuck with the mandated 
100 hour inspections.  

Install New Old-Style Mount
You can decide to install a new old-style mount 
rather than repair your cracked mount.  But that 
leads to the same problems as repairing an 
old-style mount, leaving you vulnerable to future 
cracks and perpetual 100 hour inspections.

Install a New Mount
This is the most obvious solution, but also 
the most expensive. In addition, because the 
new-style mounts are not readily available, the 
duration of your down-time would be uncertain 
but possibly considerable.    

Another option you might be tempted to consider 
is to repair the old cracked mount to meet the 
specs of the new mount.  But you probably will 
not be able to find a reputable repair facility willing 
to do that work, since such repairs are not part of 
the SB. If you can find a not-so-reputable facility 
to do the work, you would have the worst of both 
worlds when selling the plane. You would be the 
proud owner of an old-style mount that has been 
illegally altered. 

No easy or cheap solution is readily available.  
Dave Coats outlines some actions the Board will 
undertake, as well as some vendor activities that 
may provide some relief.  In the meantime, you 
are stuck with the unfortunate situation of either 
repairing the old mount or installing a new old-
style mount (in both cases remaining vulnerable 
to more cracks and doing 100 hour inspections), 
or installing an expensive new mount that will 
be difficult to find.  I wish that I had better news 
to report.

TCM CSB 01-1  
Just when Continental owners were afraid they 
would never reclaim the spotlight from Lycoming 
drivers, here come two new and important 
service bulletins affecting the TSIO 520 and 
550. TCM CSB 01-1 “Fuel pump inspection and 
leak test” is the first I would like to mention. This 
bulletin warns about defective fuel pump seals 
that can leak fuel.  As a consequence of the leak, 
the pump can suck air, resulting in power loss or 
engine stoppage (not to mention the additional 
danger of leaking highly combustible fuel in a hot 
engine compartment). The first part of the bulletin 
specifies the date range of affected fuel pumps. 
Single stage pumps manufactured between July 
1, 1998 and May 31, 2001 may be affected. So if 
you had a remanufactured engine installed, an 

engine overhauled, or a fuel pump replaced in 
this time frame I encourage you to make sure you 
are in compliance. The second paragraph of the 
bulletin recommends that a leak test, described 
in the bulletin, be performed on pumps with fewer 
than 300 hours of operation time. For pumps 
beyond the 300 hour range, anytime the fuel 
flow indications fluctuate or engine fuel flows 
do not meet book values, the leak test must 
be performed. 

If you would like to perform this simple test 
yourself, use the following instructions.
First, locate the fuel pump vent line. The normal 
position for the fuel pump vent line is located 
outboard of the left nose gear door. (This is 
the hole inexperienced mechanics like to try to 
put screws into). Do not confuse this with the 
manifold drain tube located inside the nose gear 
doors, which is supposed to drip fuel and oil. 
Next, turn on the battery master switch. Move 
the throttle and mixture back to idle cut-off 
positions. Turn the fuel boost pump to high 
position. Now get out and look for fuel dripping, 
spraying or otherwise exiting the drain tube. If 
you see any fuel, do not fly the plane, and have 
the problem fixed immediately. In fact, if you ever 
see fuel dripping from this line, do not fly and 
have a mechanic check out the system. In my 
experience, TCM will respond fairly quickly with 
a warranty replacement pump in this situation. 
They have devoted a person (888-200-7565) to 
addressing this specific problem. 

TCM, so far, says this is a one-time-only 
inspection.  Personally, I am concerned enough 
about the problem, and its consequences, that 
I perform this quick and simple test on every 
520 or 550 I have in the hangar, regardless of 
the date of manufacture. In fact, if it were my 
airplane I would perform this simple test at every 
oil change. If you think I am overreacting, I would 
be happy to give you phone numbers of Malibu 
owners who can describe first hand the joy of 
losing a fuel pump in flight. 

TCM CSB 02-2A
Next I would like to mention TCM CSB 02-2A 
“Starter adaptor shaft seal inspection”.  This 
bulletin affects TSIO 520 and 550 engines 
with fewer than 250 hours of operation time. 
The starter adapter shaft may break at a snap 
ring groove resulting in significant oil loss. Air 
conditioner operations will also be affected. This 
bulletin calls for inspection of the starter adaptor 
shaft area every 25 hours until 250 hours have 
passed. If you or your mechanic see oil in this 
area, follow the instructions in the SB. There 
is also factory warranty participation for this 
issue. I have not yet encountered this problem, 
but this illustrates in general the importance of 
investigating sudden oil leaks.
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by Cody Ramsey

Turbine Times

Cody Ramsey

Cody, who has been flying since 
1981, has amassed over 5,500 
hours in general aviation aircraft, 
with approximately one third of 
that time in turbine airplanes. He 
currently holds an ATP, CFII-MEI, 
and has taught at both Embry-
Riddle Aeronautical University and 
FlightSafety International. While at 
FlightSaferty, Cody taught in the 
Cessna 400/500 series as well as in 
various Beechcraft King Air models, 
affording him ample opportunity to 
become intimately familiar with the 
systems and power plants found in 
today’s high performance aircraft.

Cody later formed, with the help of 
his friend and business partner, Ted 
Lamb, an aircraft sales company, 
Arizona Aircraft, Inc., based in 
Prescott, AZ. The company, in 
business since 1996, specializes in 
the sale of late model aircraft, with 
its primary focus being the Malibu 
Mirage. 

With over 800 hours logged in both 
the piston and turbine versions 
of the Malibu, Cody hopes that 
his experience might be of use 
to other Malibu pilots. He can 
be reached at (928) 775-3832 or 
cody@azaircraft.com.

“JetProp 77PK cleared for immediate 
takeoff runway 21 left. The twin Cessna ahead 
is departing same direction. Reference that 
traffic, maximum rate climb is approved. When 
clear of traffic resume your own navigation to 
Phoenix.”

Power Management
It is a sunny afternoon in the “mile-high city” 
of Prescott, Arizona, with a temperature 
approaching 85 degrees. As I move the power 
lever forward, just a bit, the turbine begins to 
“spool” and the unmistakable whistle becomes 
faintly audible as the engine generates more 
than idle horsepower. 

With turbine engines, a delay of a second or so 
follows the first application of power until the 
gas generator RPM accelerates from idle speed 
(about 18,000 RPM) to a point where additional 
application of power will not create the “slam” 

effect.  That is the near instantaneous creation 
of excess horsepower that will “slam” you into 
your seat and make your passengers feel as if 
they are catapulting off a carrier deck.. If  you 
advance the power lever slowly enough from 
idle this effect can be bypassed, and a nice 
smooth takeoff roll follows. In most cases 
however, the best way to advance the power 
is to add a small amount of torque initially 
(about 200-300 ft-lbs) and wait for the turbine 
to “spool” up. This is evidenced by an increase 
in Torque, ITT (inter-stage turbine temperature), 
fuel flow and Ng (gas generator speed). These 
engine indicators provide the necessary data 
for the all important initial “gauge check” prior 
to takeoff. After a few hours behind the PT-6 you 
can simply listen for the increase in engine RPM 
and add power once the initial RPM increase 
has stabilized; again this only takes about one 
to two seconds. After the engine has begun to 
spool you simply advance the power lever at 
a comfortable pace to arrive at your take off 
torque within the next 6 or 7 seconds (about 
what you would do with a piston engine).

Vigilance
Much like in the piston Malibu, engine 
instruments must be monitored carefully on 
the takeoff roll. A problem is best identified 
on the ground while the takeoff can still be 
aborted.  For turbines, after the initial engine 
gauge check, the torque and ITT are the 
primary gauges to monitor for the balance of 
the takeoff. If you are careless, it is possible to 
exceed the limits of either torque, temperature 
or both, resulting in expensive repairs. Because 
of the large flat rating (using only a portion of 
the available horsepower for takeoff and climb) 
in both the JetProp and Meridian, temperature 
limits are rarely a factor below 15,000 feet. 
Torque is normally the gauge that is of most 
concern on the takeoff roll. Both airplanes 
have takeoff torque limits above 1,300 ft-lbs 
(JetProp:1337 and Meridian:1313) so the 
standard recommendation is to target 1,200 
ft-lbs. for the takeoff power setting (502 HP for 
the JetProp and 457 HP for the Meridian). As 
the airplane accelerates down the runway, the 
torque has a tendency to climb another 75-100 
ft-lbs as the volumetric efficiency of the engine 
is increased due to engine/prop RPM and ram 
air. Either way, this gives ample horsepower for 
a dramatic takeoff.  The goal is not to exceed 
the max torque value.

Rock and Roll
With 1,200 ft-lbs. set on the gauges,  the takeoff 
roll is passing quickly.  Only about 1,900 feet of 
runway are behind me when I hit Vr.  I pull back 
on the yoke, and the ride really begins. The first 
thing I notice is the airplane seems to “jump” off 

Back to Basics

of the ground. With my eye on the Cessna 414 
ahead, my hand reaches for the gear handle 
as the airspeed rapidly approaches the 126  
KIAS retraction limit.  I’m not even at mid-field 
yet. The gear is up, gauges are all in the green, 
airspeed is at 130 KIAS, rate of climb is 2,600 
fpm, and we are approaching pattern altitude 
near the end of the runway. 

The Cessna 414 is still in the left crosswind turn 
to Phoenix and is already 200 feet below as we 
pass by. I can now safely push the nose forward 
to the normal cruise climb of 150 KIAS and 
2,000 fpm with no danger of the twin keeping 
up. The torque has bled down a bit so I bring it 
back up to 1,300 ft-lbs and note the ITT temp is 
690 degrees, well below the recommended 740 
degrees for climb/cruise. I set the altitude pre-
select for 15,500 for the 75 mile trip to Phoenix 
and continue the climb. “JetProp 77PK thank 
you for the climb.  Twin Cessna traffic no factor. 
Leaving class delta airspace, squawk 1200, 
frequency change approved.”  I’m now four 
miles from the airport leaving 10,000 feet. 

More Power To You
While that climb was plenty dramatic and 
everything the controller wanted, we still had 
to keep the nose down a bit from maximum 
rate climb to keep the twin in sight throughout 
the departure. The actual Vx is down around 
90 KIAS and would yield a  climb of more than 
3,000 fpm.

Leveling off at 15,500 only 5 minutes, 34 
seconds after takeoff, I pull the power lever 
back to decrease the torque so we do not 
exceed the indicated airspeed limit. The 
propeller lever is pulled back from 2,200 RPM 
for takeoff and climb to a comfortable 1,900 
RPM at cruise (note: the Meridian does not 
have a propeller lever). The condition lever 
(the mixture lever in a piston) remains in the 
forward, locked position. There are only two 
positions for the lever in the turbine application: 
forward for engine running and aft for engine 
off. The true airspeed is 231 knots, torque is 
980 ft-lbs, ITT is 705 degrees and the GPS says 
we will be in PHX in 13 minutes.

This was a brief description of what a Malibu 
is like with another 200-plus horsepower. 
Whether you fly the Meridian, JetProp, TBM or 
the PC-12, it will not take long to appreciate the 
advantages of extra horsepower. If horsepower 
is the key to happiness... and it is for some of 
us… why don’t we get more out of our piston 
engines? In the next installment we’ll look at 
the possibility of doing just that.  We will also 
take a look at the Walter turboprop engine for 
the Malibu airframe.
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FPO

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

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

by Mary Bryant

Malibu Trivia Q & A

Mary Bryant  

QUESTIONS

1.   Advising ATC of  “minimum fuel”

a.   is equivalent to declaring an 
emergency

b.   assures the pilot of obtaining traffic 
priority

c.   advises ATC you cannot accept any 
undue delay

d.   B and C

2.   Density altitude increases with temperature 
by about 1 degree F per

a.   20 ft
b.   60 ft
c.   100 ft
d.   140 ft

3.   The maximum demonstrated crosswind 
component of the PA-46 is 17 knots.  What 
does this mean?

a.   it is illegal to land with more than 17 
knots crosswind

b.   insurance in no longer valid with more 
than 17 knots crosswind

c.   this is the maximum crosswind the aircraft 
was tested at during certification

d.   all of the above

4.   The passenger briefing required by FAR Sec 
91.519 requires that passengers be briefed 
on which of the following items?

a.   smoking
b.   use of safety belts
c.   location and operation of doors and 

exits
d.   location of survival gear
e.   ditching procedures
f.    use of oxygen equipment installed
g.   all of the above

5.  How are temperatures given in Celsius 
converted into Fahrenheit?

6.   A Malibu has an approved traffic alert and 
collision avoidance system installed.  When 
operating the aircraft:

a.   the system must be on and operating
b.   it is optional equipment, therefore it’s 

use is at the discretion of the pilot

7.   According to FAR Sec. 91.527, no pilot may 
take off an airplane that has

a.   frost, snow or ice adhering to any 
propeller, windshield, or powerplant 
installation

b.   snow or ice adhering to the wings or 
stabilizing or control surfaces

c.   any frost adhering to the wings or 
stabilizing or control surfaces unless 
that frost has been polished to make it 
smooth

d.   all of the above

8.   “Clear of the runway” at a controlled airport 
means

a.   the aircraft is off the runway
b.   the aircraft is at the double yellow line
c.   the aircraft is on the double yellow line
d.   all of the aircraft is past the double yellow 

line

9.   After landing at a controlled airport, the pilot 
should switch to ground control

a.   immediately
b.   after clearing the runway
c.   when advised by tower to do so
d.   b. and c.

10. A row of pulsing white lights at night 
imbedded in a runway indicates

a.   tower has lost communications and you 
should stop where you are

b.   where to hold when instructed to hold 
short for takeoff

c.   land and hold short lights (LAHSO)
d.   traffic holds are being implemented

11. The airworthiness certificate for an aircraft 
must

a.   be displayed at the cabin or cockpit 
entrance so that it is legible to 
passengers or crew

b.   be on board the aircraft when 
operating

c.   be kept with the aircraft logbooks
d.   be on file available for review upon 

request

12. Which airspace requires an operating 
transponder?

a.   Class A
b.   Class B
c.   Class C
d.   Above 10,000 ft in the 48 states
e.   All of the above

13. Wind socks fully extend when the wind is

a.   10 knots
b.   15 knots
c.   20 knots
d.   25 knots

14. Take off distance at high altitude airports 
increase because

a.   stall speed increases
b.   required Vr increases
c.   required ground speed is higher
d.   required indicated airspeed increases

15. True or False.  An instrument rated and 
current pilot can fly IFR in class G airspace 
without communicating with ATC or being 
on an IFR flight plan.
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16. Match the following aircraft interception 
signals with their meaning.

This signal...

a.  rocking wings
b.  intercepting aircraft abruptly breaking 

away from an aircraft with climbing turn 
without crossing path of intercepted 
aircraft.

c.  interceptor lowering landing gear 
and over-flying runway in direction of 
landing.

d.   intercepted aircraft lowering landing gear, 
following interceptor and landing if judged 
to be safe to do so after over-flying.

Matched with these meanings.

e.   land at this airdrome
f.    you may proceed
g.   understood, will comply
h.   understood, will comply and land

ANSWERS

1.   c.  If remaining fuel levels suggest the need 
for traffic priority to ensure a safe landing, the 
pilot should declare an emergency due to low 
fuel and report fuel remaining in minutes.

2.   b.  Add 60 feet per each 1 degree F above 
standard to airport elevation to estimate 
density altitude.

3.   c.

4.   g.  The oral briefing required by this section 
shall be given by the PIC or a member of the 
crew but need not be given when the PIC 
determines that the passengers are familiar 
with the contents of the briefing.  It may be 
supplemented by printed cards for the use 
of each passenger, which must be carried 
in convenient locations on the airplane.

5.   Double the Celsius temperature, subtract 
10% and add 32 to get Fahrenheit.  For 
example:

      25 degrees C = 50 – 5 =  45 + 32 = 77 
degrees F

6.   a.  per FAR Sec 91.221, each person 
operating an aircraft equipped with an 
approved operable traffic alert and collision 
avoidance system shall have that system on 
and operating.

7.   d. all of the above

8.   d.

9.   d.  If in doubt, ask the tower if you can switch 
to ground.

10. c.  These are land and hold short lights 
indicating the hold short point at airports 
approved for land and hold short operations 
(LAHSO).

11. a. per FAR Sec 91.203

12. e.

13. b. 

14. c. indicated airspeed and Vr do not change 
but the corresponding ground speed is 
higher because of decreased air density.

15. True, but who would want to?

16.  a.  g.
       b.  f.
       c.  e.
       d.  h.
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by Robert Conrad

Views from a JetProp
Distractions

Robert Conrad

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

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

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

My first airplane was a Cherokee 180.  
With that strapped on, I quickly obtained 
my instrument and commercial ratings while 
looking for every possible excuse to fly. That 
little airplane saw both coasts multiple times.  
As much as I enjoyed the 180, I found myself 
upgrading as airplanes proved more valuable 
to my business.  Finally, in 1988 I purchased 
a Malibu, the ultimate piston-single upgrade, 
and really knuckled down to the business side 
of flying.

Piston Pals
Even as pleasure flying became less frequent, 
my wife Nancy and I still made sure we made 
at least one vacation excursion per year. In 
1996, we took a trip to Alaska for three weeks 
with a group of eleven airplanes ranging from 
a C172 to a Bonanza to our Malibu. The trip 
was all VFR flying, and the tour director had 
reservations each night at a new location.  
Many times we found ourselves flying right on 
the deck with a view of the Alaskan Highway, 
which we were trying to follow without climbing 
into the clouds.  When no highway was in sight, 
we had to trust our sectionals to find our way 
around the mountain and join the highway on 
the other side. A had a great time and we fell 
in love with Alaska.

I was initially concerned about being able to fit 
the Malibu in with a group of slower airplanes.  
But I was able to fly wing to wing with the C172s 
with 55% power and 100 of flaps.  With this in 
mind, a big concern in upgrading to a JetProp 
was that we would be moving into a new class 
of airplanes and would no longer be able to 
hobnob with our piston aircraft friends. So, as 
a grand finale, in 2000 we made the Alaska 
trip one last time and delivered our Malibu to 
JetProp on the way home for the conversion.

Air Breathing Dragon
Oddly, upgrading to a turbine engine gives 
you a normally aspirated engine (like the 
C172) with a wide range of power, and no 
concern about shock cooling.  (We won’t talk 
about fuel consumption at lower altitudes).  
The jet engine sitting out front really turns the 
Malibu/Mirage into a fun machine. I enjoy taking 
my JetProp out for simple pleasure flying. The 
experience is enhanced when I can take along 
a fellow pilot, which is usually not a problem: 
at least one is typically bumming around the 
airport.   The stories they tell friends after the 
experience are a delight to hear. We do lazy 
eights, chandelles, steep turns and of course 
2500'/min climbs. I ask them to watch the VSI 
as it pegs past 4000'/min while transitioning 
from cruise to climb.  Reversing the prop for a 

quick stop is always a popular end to the trip.  
But who is kidding whom? I’m the one enjoying 
myself, and these exercises help me become 
part of the airplane.

Short Fields and Fuel
This year Nancy and I decided to join Bill Prymak 
for his MMOPA Bahamas Fly Out to Crooked 
Island. The runway is 2000' long, which was 
cause for some apprehension among those 
making the trip. I decided to identify the first 
2000' at our local airstrip and practice short 
field landings. My first practice session was 
with the minimum fuel needed to get back to 
Exhuma from Crooked Island, the closest fuel 
depot. I took a fellow pilot and discovered we 
could rotate in 1000' and land in 1200'. With that 
good news I topped off the main tanks and tried 
again. This time we rotated in about 1200' and 
landed to a full stop in about 1500'. 

With these data in hand I decided to top the 
inboards at Exhuma and make the 100 mile trip 
to Crooked Island with plenty of fuel available 
to cruise the islands. In spite of my earlier 
concerns about the turbine upgrade, I was 
able to cruise with my piston friends down the 
islands chain with a power setting of 550' torque 
(which coincidentally is the most efficient power 
setting for the turbine engine). Crooked Island 
landings turned out to be consistently easy, 
coming to a full stop with about 500' of runway 
remaining in front of the nose. One surprise was 
the consistent SE winds right down the runway 
for the entire time we were there. The Malibu and 
Mirage Pilots had no problem with the field, nor 
did the resort’s owner, who flies a King Air in and 
out of the strip many times a day.

Serious Entertainment
The setup at Crooked Island was ideal. The 
runway was at our doorstep, and all takeoffs 
and landings at the field were an event. We 
had great times eating, snorkeling, diving, deep 
sea fishing, eating, talking about flying with our 
friends, and eating. Even with all that activity, we 
had a difficult time just letting our birds sit quietly 
alongside the runway.  So we didn’t.  Perhaps 
the “King of Fun” was Larry Lee (shocking, just 
shocking) who really knows how to play with 
his JetProp. This trip reminded me that it is ok 
to have fun with our airplanes, something that 
many of us forget who typically fly for business. 
This summer, for no good reason go to the 
airport on a nice day, kick the tires, grab a 
fellow pilot and climb into the big blue.

(Editor’s note:  we will be featuring this trip to 
the Bahamas in an upcoming issue).
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That is the question all Malibu/Mirage pilots 
must be able to answer well in advance 
of hearing it from ATC.  You already 
know your aircraft’s approximate gliding 
distance.  You’ve practiced power-off 
glides to simulated forced landings in visual 
conditions. Maybe you’ll be lucky enough 
to have your engine fail over hospitable 
terrain and in weather that will allow you to 
see the ground in time to maneuvering to a 
runway.  These conditions are close to those 
you trained in, and your practice maneuvers 
will help immeasurably.  

While those training tools are important, 
such rehearsals are not enough to prepare 
you for an actual IMC descent to minimums 
with a wind-milling prop.  I would therefore 
like to describe a  procedure that will enable 
you to survive an engine failure in instrument 
conditions, when no VMC airports are within 
gliding range.  Using this procedure, you 
can navigate to an ILS by managing your 
altitude and speed in such a way that you 
break out of the low overcast half a mile from 
the runway threshold.  

Oxygen and Depressurization
When your engine fails in the flight levels, 
the aircraft depressurizes according to the 
cabin leak rate, and you’ll soon need to be 
on oxygen.  Supplemental oxygen allows 
you to descend gradually and maximize 
glide distance instead of descending rapidly 
to breathable altitudes.  If you replaced 
the factory oxygen with a refillable bottle, 
occasionally practice donning the mask and 
using the oxygen so that the procedure is 
familiar in a real emergency.

Direct To and Best Glide
Assuming your attempts to solve the 
problem and re-start the engine have failed, 
continue your 90 knot glide direct towards 
the nearest ILS runway.  If you are on radar 
vectors, ask for direct to the outer 
marker.  If using GPS, just 
go direct to the airport 
for now.  When you 

get closer you can 

“Malibu 76B, 
M i n n e a p o l i s 

Center.  We have your 
Mayday.  Understand 

you are dead stick.  Advise 
your intentions, over.”

“Roger, Minneapolis – we’re 
in the descent out of flight 
level 210, proceeding direct 

to La Crosse.  We’ve got lots of 
altitude to glide that far.”

“76B, You’re cleared direct to La Crosse in 
the descent, and you can have any runway.  

La Crosse 23:00 weather is 200 ft. overcast, 
1⁄2 mile in fog and drizzle, altimeter 29.97 
and wind 120 at 15.  Emergency vehicles 

are being alerted.  What are your flight 
conditions?”

“76B is in solid IMC but there’s no 
ice.  Is there another ILS airport 

within about 30 miles of here 
with better weather?”

“76B, Minnie Center.  I’m 
afraid there’s no better 

weather anywhere near 
you. {pause}  We’re 

ready to help in any 
way we can sir.  

How do you 
want to do 

this?”

DEAD-STICK ILS
by Perry Wilson 
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refine your track to go direct to the outer 
marker.  

To maximize your glide performance, 
pull the prop control back to full coarse 
pitch.  Reducing the propeller drag in 
this way makes an amazing difference in 
glide distance. Even a wind-milling prop 
will turn the oil pump enough to provide 
sufficient oil pressure to give you coarse 
pitch, as long as you have not lost all your 
oil.  Note, however, that if your engine 
failure involved the loss of oil, the prop 
will go to full fine pitch and your glide will 
be impaired due to the extra drag.  There 
is nothing you can do about that, though, 
except to plan accordingly.

Conserve Energy
From a moderate or high altitude, the glide 
will consume enough time to exhaust the 
battery before you shoot the ILS and drop 
the gear.  Therefore, now is the time to 
conserve electricity.  Shut off the master, 
navigate with your battery-powered GPS 
and communicate with your battery-
powered hand-held VHF radio (connected 
to the external antenna).  If you do not 
currently carry a backup handheld GPS 
and navcom, you should seriously 
consider purchasing those items before 
your next flight into IMC.   If ATC really 
needs to see your transponder reply, you 
can turn on the master switch to power 
that unit, but keep everything else off.  If 
they can work with your primary return until 
you’re closer to the airport, all the better.  
You can leave all switches off until then.  
Just keep ATC informed about what you’re 
doing with the transponder.

Partial Panel
If your GPS has an HSI mode, that will 
ease your partial panel status for the 
long descent in IMC.  Otherwise, hold 
headings with the magnetic compass 
and cross-check frequently with the GPS 
for differences between desired track 
and actual track.  Cover the HSI and 
turn indicator to avoid confusion.  The 
wind-milling prop will keep the vacuum 
pump turning, so your air-driven attitude 
indicator is still functional.  If the engine 
has seized, either due to a mechanical 
failure or loss of oil, you’ll have no 
vacuum, and no attitude indicator, so 
cover it also.  If necessary, use what 
little electricity is needed to power panel 
instruments, such as the turn coordinator, 
to give you the minimum data necessary 
to keep the plane belly-side down.

Beginning the Approach
Now that you’re established in a clean 
straight glide (flaps and gear still up) 
towards the airport, and the adrenaline 
f low has subsided a l i t t le, get the 
approach plate out and brief for the ILS.  
Even if you are on radar vectors to the 
outer marker, go ahead and enter the 
outer marker into the GPS.  Next, start 
arranging the switches for the last few 
minutes of the flight, when you’ll be using 
the aircraft battery.  Turn off everything 
but the #1 NAV, #1 COM, transponder 
and the audio panel, so that when you hit 
the master switch just before doing the 
approach, only the important items will 
be drawing power.  You’ll need to pull 
breakers to eliminate power consumption 
by items such as the avionics cooling fan, 
turn indicator, radar altimeter, etc.

Glideslope Intercept
If you are more than 3000 ft. above the 
glide path when you reach the outer 
marker, enter a 100 knot hold at the 
marker.  Alternatively, if you are on radar 
vectors, ask arrival to have you within 2 
nm of the marker when 3000 ft. above 
the glide path.  Now turn on the master 
switch.  Trim nose down (using the trim 
wheel) and trade the 3000 ft. of altitude 
for speed: accelerate to 145 knots (flaps 
and gear are still up) and maintain that 
speed while you return to the marker and 
intercept the glideslope.  

Home Stretch
Fly the ILS down to decision height, 
allowing airspeed to gradually decay 
from 145 to 90 knots.  When you have 
the runway in sight and are sure there 
is plenty of altitude and airspeed to get 
you past the threshold, go ahead and 
lower the gear.  As you only have a 
few seconds for this final phase of the 
flight, there won’t be enough time to let 
the gear go down, then put the flaps 
down.  Just do a no-flaps landing.  For 
older Malibus with hydraulic flaps, it is 
a matter of not blowing the hydraulic 
pump at a critical time, by putting the 
gear and flaps down at the same time.  
For those with electric flaps, it is a matter 
of letting the hydraulic pump use all the 
available battery power to put down the 
gear, rather than stealing electric power 
for the flaps.  

The requirement for extra speed at 
the beginning is to keep you on the 
glideslope without getting too slow 

as speed bleeds off.  If the wind has a 
headwind component stronger than 5 
knots, or if the distance from the marker 
to the threshold is greater than 4.0 nm, 
the initial speed will need to be higher.  
For example, a 5.5 nm distance and a 
15 knot headwind would require about 
an extra 15 knots, meaning a speed of 
160 instead of 145.  You may also need 
to factor your initial speed depending on 
aircraft weight.  The 145 knot speed works 
at 3600 lbs.

An alternative procedure recommended 
by others is to arrive at the outer marker 
at 90 knots, about 2500 ft. above the 
glideslope altitude, then continue on the 
localizer at 90 knots.  You will descend 
more steeply than the glideslope does, 
so you wil l intercept it from above 
– hopefully over the threshold.  The 
difficulty I find with this procedure is 
the lack of precise vertical guidance 
when weather is at minimum.  We 
are all accustomed to doing normal 
ILS procedures, so the familiarity of 
tracking down the glideslope during an 
engine-out emergency is important, in 
my opinion.

Practice Makes Perfect
I  encourage all Malibu and Mirage 
owners to practice this procedure under 
varying conditions of wind, temperature, 
weight and marker-threshold distance 
to determine the fudge factors for 
the individual aircraft.  Until you do, 
remember to glide clean, pull the prop 
back, leave the master off until the last 
5-10 minutes, and trade altitude for a 
speed of 145 knots at the outer marker 
as you intercept the glideslope.

Dr. Perry Wilson pilots a 1984 Malibu 310, 
which he has owned for 16 years. He uses 
it to fly to his satellite optometry clinics in 
eastern Alberta, as well as to continuing 
education meetings throughout North 
America and the Caribbean.  Perry’s wife 
and four children fly with him when the 
destination suits their fancy. His was one 
of the first few Malibus to be registered 
in Canada. Perry has accumulated 7000 
hours (2800 of them on the Malibu) since 
getting his license on his 17th birthday. 
He previously owned a Luscombe, 
Mooney Super 21, Mooney 201 and 
Mooney 231, and also flew his father’s 
Grumman Tiger and Cessna 195 (floats 
and wheels).

DEAD-STICK ILS (continued)
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(continued)

Mountain flying did not immediately come to 
mind when I was planning the trip to Tucson, 
but that oversight was brought to my attention 
about 100 miles out.   Flying west from Austin, 
Texas, in clear skies, my wife Sally and I 
settled in at 16,000 feet to avoid the howling 
winds above, topping out at 85 knots off my 
nose, and continuous moderate turbulence 
below.   The ride was generally smooth, if 
slow with ground speeds of 109 knots. But as 
we approached our destination, the airspeed 
began to noticeably cycle up and down as 
the autopilot maintained altitude in the face 
of ever stronger vertical drafts.  

That situation presented nothing particularly 
unusual, until in one downdraft my airspeed 
quickly bled to 70 knots.  I immediately 
disconnected the autopilot, told ATC 
that I was unable to maintain altitude in a 
downdraft, lowered the nose, and started 
descending while regaining airspeed.  The 
controller gave me a block altitude from 
14,000 to 16,000 feet, which I gratefully used.   
Other than bad turbulence, the hand-flown 
ride over the peaks and down to Tucson 
International was uneventful.  I am grateful 

my wife is a good passenger, who calmly 
takes the bad with the good.  It was a pretty 
rough ride.

The same winds that created our E-ride on 
rolling waves spilling over the Chiricahua 
and Dragoon mountains also worked their 
wonders on the ground.  Dust storms and 
low visibility greeted us on our first day 
with winds gusting to 45 knots.  But the 
remainder of the visit yielded nothing but 
perfect weather, with blue skies, abundant 
sun, and a light, pleasant breeze.  That ideal 
weather is a preview of what to expect when 
you arrive in September for the convention.  
While the rest of the country prepares 
for Autumn cooling, Tucson will remain 
stubbornly sunny and warm.

The Old West
Ideal weather is but one reason for selecting 
this site for the MMOPA Convention.  The 
region offers a high concentration of 
luxury resorts, many of which boast world-
class spas.  The climate has spawned 
an industry catering to outdoor activities, 
including hiking, camping, and golf, not to 
mention flying.  Here sits the world’s largest 
collection of surplus airplanes, drawn to the 
region’s dry climate and vast open spaces of 
flatlands.  The Southwest theme has nurtured 
a whole new meaning to shopping, and you 
will find no shortage of art establishments 
waiting to lighten your wallet in exchange for 
high quality goods.

While we will explore all of these amenities in 
detail, we can not neglect the region’s unique 
charm as a central player in the settling of the 
old west.  Not too distant from Tucson is the 
fabled town of Tombstone, the OK Corral, 
and the old stomping grounds of Doc 
Holliday and Wyatt Earp, who fought here in 
the famous gun battle against the Clantons.  
The Boot Hill graveyard provides testament 
to the towns violent past.  Many exploits, and 
stories behind those graves, were captured 
in the town’s newspaper, the Tombstone 
Epitaph, which is still published today.  In 
its heyday, Tombstone was a vibrant, wild 
mining town.  But the town ironically declined 
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because of too much water.  While much 
of the west is dry, Tombstone suffered 
from a  powerful underground stream that 
flooded the mines.  The water was too 
expensive to pump, and the silver mines 
were abandoned.  

The Other Precious Metal
As with many other settlements in Arizona, 
a big silver strike is why Tombstone first 
became a town in a spot not otherwise 
noticeably desirable.  But copper is more 
important today.  Arizona now produces 
more of that metal than all the other states 
combined.  As you fly to the convention, you’ll 
notice what looks like a proliferation of oval 
sports stadiums with tiered seating being built 
across the state.  At lower altitudes the truth is 
revealed – these are open pit copper mines, 
with the seat benches reaching 50 feet in 
height.  Some large underground mines still 
exist, but stadium-style digging is now most 
prevalent.  Just southwest of Tucson you can 
fly over huge open pit mines at Twin Buttes, 
Pima and Esperanza; northwest of the city 
is the Silver Bell pit.  All are impressive sites 
from the air, although closer to the ground I 
wonder about the long-term impact of all the 
colossal excavations.

Native Americans
Arizona’s history with precious metals 
predates famous gun battles in the streets 
of the old west.  Navajo Indians have long 
used Arizona’s abundant silver in elaborate 
jewelry.  The men of the tribe are the 
silversmiths, often studding the metal with 
bright turquoise, another Arizona native, 
while women weave the rugs for which 
the Navajo are known throughout the 
world.  The Navajo land constitutes a 16 
million acre reservation spread over the 
northeast quadrant of the state, completely 
surrounding the Hopi reservation.  Within the 
Hopi reservation are nine towns built on three 
magnificent plateaus.  Sheer walls towering 
hundreds of feet above the surrounding plain 
served to protect the tribe against the Navajo 
and Apache, since the three tribes were not 
always peaceful and friendly neighbors.  

The Apaches were also prominent in the 
southeast corner of the state, in what is 
now Cochise county, named after the 
great Apache chieftain.  Cochise was on 
good terms with the U.S. Government 
until 1860, when an overzealous lieutenant 
captured Cochise and four of his braves, 
falsely accusing them of atrocities actually 
committed by others.  Cochise escaped, but 
his four men were killed.  That started a war 
of revenge that  included a renown battle at 
Apache Pass.  During this engagement, the 
Apaches audaciously took on the army’s 
famous California Column, and were driven 

off only by howitzers.  Hostilities ended 
in 1872, when President Grant signed a 
peace treaty.  But peace was only possible 
because Grant sent in Tom Jeffords, who 
had earlier established a relationship with 
Cochise, with his own audacious move.

Jeffords wanted to establish a stagecoach 
line between Fort Bowie and Tucson.  
Apaches had other ideas, and killed 22 of 
his men in 16 months.  So Jeffords, with 
his bushy red beard and bright red hair, 
an attractive scalp in other words, simply 
rode into Cochise’s camp for a face-to-face 
appeal.  Cochise was so impressed with 
Jefford’s bravery, he became blood brothers 
with “Red Wiskers”, who never had another 
stage molested by the Apaches.  Only with 
Jeffords would Cochise sign Grant’s peace 
agreement more than a decade later. 

Another famous Apache, probably even 
better known than Cochise, is the medicine 
man Geronimo, who was captured in the 
southeastern corner of the state.  After being 
forced onto the reservation, Geronimo often 
escaped to raid nearby ranches, scalping a 
few ranchers along the way, stealing cattle, 
and then moving across to the safety of 
Mexico, where he sold his goods.  He was 
recaptured and escaped numerous times, 
until he gave himself up for the last time 
in 1886.

While colorful, Arizona’s historical ties 
to American Indians are not exclusively 
the providence of war and aggression.  
In addition to the Navajo’s silver jewelry 
and famous rugs, the other tribes in 
Arizona have contributed immeasurably 
to local styles and art.  Hopis are in fact 
known as great artists.  The women make 
intricate baskets, and the tribe’s pottery is 
unmatched in quality anywhere in the U.S.  
Each of the three Hopi mesas is home 
to a pottery style found nowhere else.  
Kachina dolls are skillfully carved from 
local cottonwood tree roots, and painted 
by Hopi men, in exact replicas of Kachina 
dancers, down to the finest details.  Each 
Kachina dancer (and doll) represents one of 
the gods that Hopis believe control various 
phases of Hopi life.

Of course, Hopis are also known for the 
Snake Dance, in which participants carry 
very-much-alive-and-deadly rattlesnakes in 
their mouths.  The dancers drop the snake 
into a circle of corn meal, where a “gatherer” 
retrieves it for later release as a messenger 
to the gods, asking for rain.  The Hopis 
do not drug the snakes, nor do they pull 
the fangs or venom sacs.  Do not bother 
taking a camera to any of these ceremonies, 
because, as this is one of the Hopi’s most 
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sacred religious rites, photography is strictly 
forbidden.

Really Old West
The region’s history extends even well 
beyond that of the extant Native American 
tribes.  As long as 2300 years ago, the 
Hohokam, residents of what is now central 
Arizona, just north of Tucson, were irrigating 
crops in superbly engineered canals dug 
with stone and wooden tools.  They created 
pottery with ever-more elaborate designs 
and ever greater artistry over 17 centuries.  
Unfortunately, their culture dictated that 
when a person died, his pottery also had to 
perish, so all that remains are many broken 
pots.  Amazingly, the Hohokam invented acid 
etching 400 years before European armor 
makers, using acetic acid (fermented from 
the Saguaro cactus) to etch incredibly fine 
designs on fossil sea shells. The civilization 
abruptly disappeared, for reasons that 
remain unknown.

The Painted Desert, about 150 miles 
southeast of the Grand Canyon, will transport 
you even further back into Arizona’s past.  
This parched land, part of the 94,000 acre 
Petrified Forest National Park, was once lush 
and swampy just a mere 220 million years 
ago.  While clearly dry and denuded now, 
the area then hosted huge conifers, small 
dinosaurs, and animals resembling modern-
day crocodiles.  What remains from those 
tropical days, when dinosaurs were just 
becoming the next new thing, are felled trees 
mineralized into colorful fossils infused with 
cobalt blue, iron red and chromium green.   
But you might want to visit sooner rather 
than later.  A few hundred million years of 
development is no defense against modern 
day fossil hunters, who are stealing almost 
10,000 pieces of wood every year.  To visit 
this park, and a host of other attractions a 
bit distant from Tucson, you might consider 
tacking on a few days to your visit before or 
after the convention.

Desert Home:  
The MMOPA Convention
We find ourselves 220 million years later the 
dominant species sitting comfortably at the 
Westin La Paloma Resort and Spa, our home 
away from home during the convention.  
Using stone and wooden implements, 
along with a few modern tools, the Westin 
has created a lush oasis nestled into the 
foothills of the Santa Catalina Mountains at 
the edge of the high desert.  Knowing that 
we were coming, the owners spent $100 
million to create 487 well-appointed guest 
rooms located in 27 complexes arranged in 
a village setting.   The resort is surrounded 
by 7000 giant Saguaro cacti, and a 27-hole 

Jack Nicklaus Signature golf course.  Inside 
are the inviting textures and tone of Spanish 
colonial design, integrated into a soothing 
Sonora Desert theme.

The resort’s setting and services must have 
impressed somebody, because Conde Nast 
Traveler’s named the La Paloma among the 
“Top 20” resorts in the continental United 
States.  Other plaques of recognition have 
piled up, including the Four Star Award 
from Mobil Travel Guide, and the Four 
Diamond Award from the AAA Tourbook.  
These accolades are due in part, of course, 
to the quality of the guest rooms, each of 
which boast its own courtyard individually 
landscaped with Saguaro cacti and high 
desert cover.  His and her sinks, a separate 
tub and shower, a generous collection of 
special-label sundries, and Kimono-style 
bathrobes probably contribute as well to 
the resort’s reputation.  The resort is owned 
by AOKI Corporation (Tokyo, Japan), which 
might explain that particular style of bathrobe 
in this desert setting. 

Shopping and Recreation
Recreational opportunities are not in short 
supply at the resort.  Three pools, with 
a 177 foot waterslide and swim-up bar, 
three whirlpools, sand and water volleyball, 
jogging and hiking paths, and ten tennis 
courts all await those who miss the seminar 
on connecting rods.   For conventioneers 
in need of a shopping fix, an eclectic mix of 
boutiques offer everything from swimwear 
(you’ll need that for the swim-up bar), 
evening wear (for auction night), jewelry 
and sportswear (to give the impression that 
you actually exercise).

(continued)
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The Spa
All serious pampering is done at the 
Elizabeth Arden Red Door Spa Health Club.  
Reading the name is exhausting enough, 
and entitles you to the full treatment.  
Acclaimed for its signature body treatments 
and skin care, including wraps, polishes, 
mud masks, personalized massage 
services, and hydrotherapy with seaweed 
and aromatherapy additives, the Red 
Door offers a truly comprehensive menu 
of services.  The 9300 square foot facility 
features 16 private facial/massage rooms, 
two private outdoor cabanas for massages 
alfresco, a hydrotherapy room with state-of-
the-art equipment, four hair stations, five 
manicure and pedicure stations, relaxation 
and serenity rooms, and a vichy shower. (Six 
rotating heads rain down onto your body, 
purportedly stimulating the lymphatic system 
as you lay comfortably reclined.  You are left 
to rest in the 102 degree rain.  Sounds weird, 
but the treatment is popular).

Aerobics and a full gym are also available.  
Unlike most spas, the Red Door offers a 
full menu of hair services, from cuts, color, 
and braiding to specialty hair treatments.  
(Unfortunately, that’s one service I will be 
unable to enjoy).  If you want to make a full 
day of self-absorption, sign up for the La 
Paloma Retreat ($338 as of this writing), to 
enjoy a European Deep Cleansing Facial, 
Desert Stone Massage, Citra Spa Body 
Glow, Pedicure and Manicure, and a Spa 
lunch. This spa provides the ultimate in 
relaxation and rejuvenation, and should 
definitely be part of your convention 
experience.

Dining
You can remain on the resort grounds and 
never tire of the choices of restaurants and 
lounges.  The Desert Garden Bistro, located 
in the main building, offers spectacular views 
of the Santa Catalina Mountains through a 
30-foot arched window and an all-day menu 
available seven days a week.  The Sunday 
brunch is not to be missed.  Janos, just a few 
steps from the main lobby, serves award-
winning creations by acclaimed Chef Janos 
Wilder, in a style that can be called French-
inspired southwestern cuisine.  The Courtside 
Deli, on site at the Health Club, with indoor 
or outside seating, serves up light fare for an 
after-workout meal or snack.  Sabinos is a 
swim-up service located poolside, featuring 
great junk food like hamburgers, hot dogs, 
and ice-cream.  If “thirst” is the main problem, 
the J-Bar adjacent to Janos will satisfy your 
needs, while offering unspoiled views of 
Tucson’s city lights (based on the hopeful 
assumption that your visits to the bar take 
place at night).

Nearby Attractions

Pima Air and Space Museum
If you can manage to pull away from the 
amenities offered by the resort, a multitude 
of interesting destinations can be found in, 
and immediately around, Tucson.  First and 
foremost for any aviation convention must be 
the Pima Air and Space Museum (PASM), 
about a 20 minute drive from the hotel.   

PASM is the world’s largest privately-
financed air museum, boasting one of 
largest collection of aircraft anywhere to 
be found.  With more than four dozen 
interpretive exhibits housed in nearly 
100,000 square feet of public galleries, 
the museum has something for everyone, 
from wide-eyed kids to aircraft aficionados. 
A variety of topics covering all aspects of 
aviation history, technology, and science 
have been created to entertain and educate 
museum visitors. Social, cultural, military, 
economic, and political issues, plus physics, 
chemistry, geology, materials science, and 
engineering, are all covered as they relate 
to the development of aviation. 

The Boneyard
While truly impressive, the museum’s 
greatest attraction is its association with the 
Aerospace Maintenance and Regeneration 
Center (AMARC), otherwise known as the 
Boneyard.

Immediately after World War II, the Army’s 
San Antonio Air Technical Service Command 
established a storage facility for B-29 and 
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C-47 aircraft at Davis-Monthan AFB in 
Tucson. Today, this facility is the AMARC, 
which has grown to include approximately 
4,500 aircraft from the Air Force, Army, Coast 
Guard, Marine Corps, and Navy.  Airplanes 
in every condition imaginable are spread out 
as far as the eye can see.  This impressive 
fleet provides a unique source from which 
the military can withdraw parts, as well as 
airworthy aircraft in times of conflict. The 
government also sells used aircraft stored 
here to U.S. allies.  This is reportedly the 
only military unit that puts money into the 
Treasury.  Because the facility stores viable 
aircraft, AMARC managers emphasize that 
they are not a boneyard.  The popular name 
persists, however.

The chief reasons for selecting Davis-
Monthan as the site for this storage center 
were Tucson’s meager rainfall, low humidity, 
and alkaline soil. These conditions make it 
possible to store aircraft indefinitely with a 
minimum of deterioration and corrosion. In 
addition, the soil (caliche) is hard, making 
it possible to park aircraft in the desert 
without constructing concrete or steel 
parking ramps.

Each aircraft undergoes a thorough 
preservation process prior to being stored. 
First AMARC workers remove guns, ejection 
seat charges, classified equipment, and 
items that could be easily stolen. Workers 
then drain the aircraft’s fuel system, and 
pump it full of lightweight oil, which they 
again drain, leaving an oil film that protects 
the fuel system.

After protecting the fuel system, workers 
cover engine intakes, exhausts and any gaps 
or cracks in the upper portion of the airframe 
with paper and tape. They then spray the 
covered areas and other easily-damaged 
surfaces (such as fiberglass radomes, 
fabric control surfaces, and canopies) with 
a vinyl plastic compound called “Spraylat.”  
To prevent condensation within the aircraft, 
the underside remains unsealed to allow free 
circulation of air. The black Spraylat, applied 
with a spray gun, keeps out dust and water, 
and prevents the occasional dust storms 
(which I personally experienced) from 
sandblasting windows and canopies. The 
white Spraylat, applied over the black, acts 
as a temperature control. In the summer, 
temperatures inside unprotected aircraft 
can reach 200 degrees Fahrenheit, causing 
damage to rubber, plastic, fabric, and 
delicate electronic components. With a 
Spraylat covering, the internal temperature 
of the aircraft is maintained within 10-15 
degrees of the outside temperature. AMARC 
also uses large plastic bags that look like 
shrink-wrap on some of its aircraft.  Last  year, 

AMARC processed 101 aircraft into storage, 
valued at over $887 million. AMARC returned 
113 aircraft and 18,896 parts, valued at $740 
million. 

As if these multiple mandates were not 
enough, AMARC was also burdened with 
the gargantuan task of eliminating 365 B-52 
aircraft during a three and a half year period 
to comply with the conditions of the Strategic 
Arms Reduction Treaty (START). This was 
formerly accomplished using a 13,000-pound 
guillotine blade and Linkbelt crane with slip 
clutch that allowed the guillotine blade to 
free fall, thereby severing the flight control 
surfaces and the fuselage at predetermined 
points. A “surgical” method of elimination is 
now performed utilizing K-12 rescue saws to 
cut the outer skin of the aircraft, saving parts 
for future use on the B-52H-model aircraft. 
The Russians will again visit AMARC to 
confirm the elimination process.

The Titan Museum
While on the subject of the Cold War, the 
Titan Museum is a “must-see” to get a 
chilling reminder of how close the world 
stood to nuclear war for five decades.  In 
May 1986, PASM opened the Titan Missile 
Museum, located in Green Valley, Arizona, 
just 30 minutes outside of Tucson.  You will 
recognize that town’s name as the home 
of our very own Russ Caauwe.  The facility 
consists of a former Titan II Missile in its 
underground silo, which, during its heyday, 
was always in launch-ready condition. 
All Titan missiles were kept loaded with 
propellants and warheads, ready to launch 
within one minute from the time an order 
was received.  Fortunately, no such order 
was ever given.  Once launched, nothing 

(continued)
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and nobody could abort the flight.  The tip 
of the missile housed a single warhead with 
a yield greater than the combined yield all 
the bombs dropped during World War II, 
including the two nuclear bombs dropped 
on Hiroshima and Nagasaki.  The museum 
is both eerie and fascinating.

The silos were to have a life expectancy of 
a decade, but all served for over 22 years.   
That admirable tenure of service likely was 
due to the fact that each site was hardened 
against all but a direct nuclear hit.  That was 
accomplished by using 200 tons of 1/4" 
steel, 1100 tons of rebar, 2100 cubic yards of 
concrete, 120 tons of steel beams, and 117 
tons of steel ring-beams, all cleverly isolated 
from the surrounding earth by huge springs. 
The silo door alone weighed 760 tons, but 
could be opened in less than one minute.  
The facility required the excavation of almost 
80,000 cubic yards of dirt.   Amazingly, given 
the size of the task, each missile site took 
only about 18 months to build at a cost of $8 
million, not counting the $2.5 million missile.  
Fifty-four sites were located in three states; 
18 each in Arizona, Arkansas, and Kansas. 
All have been destroyed except for this site, 
which has been uniquely preserved.  

Guided tours through this massive complex 
make it possible to see the missile exactly 
as it looked when being operated by the Air 
Force 390th Strategic Missile Wing.  Two 
large picture windows cut into the launch 
duct allow for easy viewing. The missile 
stands today, as it stood on alert for 19 
years, accurate in every detail in the silo 
except for the empty booster and re-entry 
vehicle (housing the warhead). 

Sabino Canyon
In an abrupt shift away from man’s folly, just 
a few minutes from the La Paloma lies one 
of the premier natural areas in southeastern 
Arizona, with magnificent desert and 
mountain scenery, steep rock cliffs, winding 
streams, and fascinating desert vegetation.  It 
is here that the Hohakam Indians mentioned 
earlier created irrigation dams about 3200 
years ago.  Before them roamed huge 
Columbian mammoth about 12,000 years 
past, a story told by their abundant fossils.  
In the 1870s, soldiers from Fort Lowell took 
horseback excursions into the canyon to the 
“ol swimming hole” still in use today.  For the 
hearty and healthy, hiking trails abound, with 
water stations positioned strategically up the 
mountain.  For those with clogged arteries, 
a 45 minute narrated round-trip shuttle 
is available, taking visitors past the most 
impressive scenery of the canyon.  Riders 
can exit the shuttle at any designated stop, 
and re-board any subsequent tram, going 
up or down, or walk as the mood strikes.  
A common practice is to take the shuttle to 
the top and walk down, which is the method 
I selected.  Walking along at least part of 
the canyon is a great way to get familiar 
with some of the desert flora.  Moonlight 
rides are available three nights per month 
by reservation (520-749-2327) from April 
through December.

Almost Nearby Attractions

The Sonora Desert Museum
Just under an hour from the resort is a zoo, 
natural history museum and botanical garden 
integrated into a exceptional whole.  The 
Desert Museum offers interpretive displays 
of living animals and plants native to the 
Sonoran Desert region, set along two miles 
of paths that traverse more than 20 acres 
of picturesque desert.  A walking tour will 
introduce you to more than 300 species of 
animals and 1200 types of plants (including 
100 species of cactus) in their native setting.  
Wild lizards, coyotes and birds are often 
seen on the trail.  Docents are available to 
answer questions, and botanists can explain 
the various and bizarre strategies plants 
use to survive the heat and scarce water.  
Underwater viewing allows you to observe 
eight species of native fish (out of 35 fish 
species found in the Sonoran Desert), along 
with beavers and river otters going about their 
daily business.  Toads, frogs and turtles are 
nearby.  The desert has no dearth of spiders, 
many of which are safely tucked behind glass 
for a close look.  I will not even mention the 
snakes.  Just a few feet separate you from 
a fully functioning black-tailed prairie dog 
colony.  The hummingbird aviary is world-
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famous, and allows you to walk freely 
among seven species of native helicopters.  
The birds are known to steal threads from 
clothing to help build a nest, although they 
kept a safe distance from my beard.  Those 
who believed the desert to be barren will walk 
away completely transformed.

Saguaro National Park
The most visible symbol of the Sonora 
Desert ecosystem is the Saguaro cactus, 
which is properly celebrated in this 60,000 
acre wilderness area.  To sound like a 
native, be sure to pronounce it correctly, 
as “sah-WAH-ro”.  The area is a popular 
camping destination, but only for those with 
serious intentions.  All campgrounds are a 
minimum of six miles from the trailhead, 
and are accessible only by foot or horse.  
Water is sometimes available, depending 
on the season.

The cactus that gives the park its name 
grows slowly, between one to two inches 
per year, but to great height, up to 50 feet.  
The plant sprouts arms only after about 
20 or 30 years, and the oldest cacti, up to 
200 years old, can sport five arms or more, 
on a base more than two feet in diameter.  
Sometimes the arms makes the cactus look 
like a robbery victim “reaching for the sky”.  
Other arms are so twisted that the cactus 
seems to be stuck in a desperate effort to 
scratch its back.  Given the massive size 
and height of the cactus, the root system 
is surprisingly shallow, anchored with a 
tap root only about three feet long. Small, 
radial roots spread out only inches below 
the surface, to a distance about equal to 
the height of the Saguaro.  But the system 
is effective:  when water is available, an 
average-sized Saguaro can increase its 
weight by a ton.  But counter to popular 
myth, you can not cut one open for water, 
which in fact is largely trapped inaccessibly 
in a fibrous core.  

In May and June, the cactus erupts with soft-
white flowers, each accented by a bright 
yellow center.  Not surprisingly, given the 
Saguaro’s prominence on the landscape, 
these are Arizona’s state flower.  At peak 
season, the tip of every branch supports 
a blossom, which opens about midnight 
and closes by noon the next day.  Each 
blossom eventually becomes an edible fruit, 
which ripens in mid-summer with a brilliant 
red pulp.  Local tribes have for centuries 
harvested the fruit, to be eaten fresh, made 
into preserves or dried like figs.

The Saguaro is found almost exclusively in 
Arizona.  If you every see a movie or photos 
with Saguaro dominating the landscape, 
you can be sure the scene was shot in this 

state. As you gaze up at these magnificent 
cacti during your visit, just remember “one 
inch per year”.

Old Tucson 
Given the region’s old west ties, perhaps 
inevitably a tourist attraction based on 
that theme would be built.  But the effort 
works.  Just a few minutes from the Desert 
Museum is a reminder of that gunslingers 
and miners contributed mightily to the 
state’s history.  Old Tucson Studios creates 
the atmosphere of the wild west with saloon 
hall musicals, street gunfights, and stage 
shows.  Built originally in 1939 as a set for 
the movie Arizona, the town has been home 
to over 300 Western movies and television 
productions, including many John Wayne 
films, Little House on the Prairie, and 
classics like Tombstone, and The Quick 
and the Dead.

Biosphere II
About an hour north from Tucson a curious 
structure rises mysteriously above the desert 
floor, reaching a height of nearly 100 feet.  
Originally the brainchild of a wealthy Texan, 
the striking glass and metal Biosphere 
II was designed in the late 1980’s as an 
experiment to see if eight people could 
sustain themselves in a sealed, self-
sufficient, energy-rich environment.  The first 
“biospherians” were sealed in the structure 
in 1991, and a shorter duration mission 
followed in 1993-1994.  These experiments 
were not terribly successful.  A number of 
design flaws, and dubious scientific merit 
at the onset, caused the owners to change 
the facility’s purpose and charter following 
those two missions.  Columbia University 
now manages the facility, which supports 
about 100 students, who use the structure to 
study climate change and such questions as 
the effects of carbon dioxide (a greenhouse 
gas) on plant growth.   

Under Columbia’s management, Biosphere 
II is now the world’s largest glass-enclosed 
ecological laboratory, encompassing 
more than 3 acres.  The lab contains five 
biomes (a self-sustaining community of 
living organisms), including a rainforest, 
desert, savanna, marsh and a million 
gallon “ocean”.  For the first  time, these 
biomes can be seen up close on an “Under 
the Glass” interior tour, which was recently 
made possible when Biosphere II’s sealed 
airlock doors were open to the public.  The 
tour takes some time and a bit of walking, so 
come prepared for a good hike.  Outside is 
a new observatory, open to the public, that 
hosts a 24” telescope similar in design to 
the Hubble Space Telescope.  If all of this 
captures your imagination, packages are 
available that include a tour of Biosphere 
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Don’t compromise price for performance...
With a pre-owned TBM 700 from Socata Aircraft you don’t have to compromise price for 

performance.  The  TBM 700 gives you a max range of 1,550 NM, a max speed of 300 ktas, and 
an airframe that was originally designed and built to be a true turbo-prop.  Contact us today to 

discuss the benefits of the TBM 700.

1991 Model Serial Number 13 1,740 TTSN Dual Garmin 
430’s, KFC 275, Dual KT 79 Transponders, RDS 81 Vertical 
Profile Radar, Shadin Fuel Flow, BF Goodrich Stormscope & 
more! New leather interior and plush carpeting and new paint! 
10 year inspection completed by Socata. 

$1,550,000

1995 Model Serial Number 107  1,640 TTSN
Fresh Hot Section Inspection, EFIS, Freon AC, ECTM 
700, Left/Right Heated Windshields, WX1000, Skywatch, 
KLN 90B, KX 165/196, RDS 81 & more!  This is a beauti-
ful TBM with a new custom paint in 01-02.  

$1,860,000
Socata Aircraft is the Authorized Distributor for NEW TBM 700’s in the following states:

Southeast:  Florida, Georgia, South Carolina, North Carolina, Tenessee, Alabama, Missippi
Central Plain:  North Dakota, South Dakota, Nebraska, Minnesota, Iowa

Northwest :  Washington, Oregon, Idaho, Montana, Wyoming, Alaska

1999 Model Serial Number 148 1,000 TTSN
Dual Garmin 530’s, KMD 850 Multi-Function Display, KFC 325, BF Goodrich 
Skywatch and Stormscope, PMA 7000 MS & more! Beautiful gray leather interior.

$2,257,000

The TBM 700

Socata Aircraft, Inc.
7501 Pembroke Road

Pembroke Pines, FL  33023

Toll Free 877-2-FLY-TBM
Outside U.S. 954-893-1400

Email: sales@socataaircraft.com
Internet: www.SocataAircraft.com
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(continued)

II, an overnight stay at the 27-suite hotel, 
dinner at the Canada del Oro restaurant, 
and a continental breakfast.  

Kitt Peak
The world’s densest cluster of optical 
telescopes is located just 52 miles from 
downtown Tucson on Kitt Peak, a 6,875 
foot prominence jetting abruptly above 
the desert plain.  The dry air and elevation 
place the park’s 22 telescopes (and two 
radio telescopes) more or less above 
most manmade pollution and atmospheric 
interference.  The most eye-catching and 
dominating structure on the mountain is the 
modernistic Robert McMath Solar Telescope, 
which looks like a giant “N” sticking out of the 
ground, with one of its uprights missing. The 
slanting part of the “N” is a 480 foot shaft that 
extends deep underground, exactly parallel 
to the earth’s axis.  

In 1958 the National Science Foundation 
signed an agreement with the Tohono 
O’odham (Papago) tribe for use of the 
200 acres atop the mountain.  An essential 
element of the understanding eventually 
reached was that the land would be used 
exclusively for scientific research, with a clear 
prohibition against any commercialization in 
the form of hotels, restaurants, gas stations 
or shops.  The only exception is that tribal 
members are allowed to sell handmade 
crafts and jewelry, which can be purchased 
at the Kit Peak Visitors Center gift shop.

Unlike many state and national parks, and 
other popular sites of natural beauty, Kitt 
Peak offers a tranquil, quiet experience, 
consistent with the serious purpose of the 
facilities on the peak, and the resident tribe’s 
belief that spirits reside on the mountain.  Kitt 
Peak is open every day of the year, except for 
a few major holidays, for either self-guided 
tours or one-hour guided tours, each of 
a single large telescope.  For those even 
remotely interested in astronomy, or science 
in general, a visit to this facility is well worth 
the time.  For others, the 360-degree view, 
natural beauty and peaceful quiet should be 
a sufficient lure.  This is one of the nation’s 
treasures.

Colossal Cave Mountain Park
The primary attraction to this park, about 
45 minutes from the La Paloma, is the 50 
minute guided tour of Colossal Cave, one of 
the world’s rare truly dry caverns.  Not a trace 
remains of the rushing underground river that 
carved out the innumerable chambers, nor of 
the mineral-laden springs dripping over eons 
to create all the familiar cave formations, one 
of which is the cave’s amazingly realistic 
Elephant’s Head.

In the late 1800’s, the cave was known only 
to outlaws, who hid here from pursuing 
posses.  A good hiding place it is, too, with 
over 40 miles of underground passages.  But 
even that is probably only a small portion 
of the total complex, which has never been 
completely explored.

With a guide explaining the cave’s history, 
legends, and geology, you descend and 
then climb back up about six and a half 
stories through stalactites, stalagmites and 
other exotic cave formations.  The tours are 
given daily, but are not pre-scheduled.  But 
you will never have to wait for than 30 minutes 
after buying your ticket.  Because the cave is 
always dry, and a constant 70 degrees, no 
special clothing is needed.

The park also offers a Candlelight Tour, 
enabling visitors to see the cave as did the 
original explorers.  The cave is lit with candles 
along the trail, and each hiker is given a 
candle to carry.  The tour lasts about an 
hour to an hour in a half.

But more adventure awaits those who 
make a reservation for a Wild Cave Tour.  
Participants must be at least 18 years 
old, in good physical condition, agile, and 
capable of climbing over obstacles (no, not 
including the person who stumbled  in front 
of you).  In a group limited to no more than 
seven people, you and a guide descend into 
the depths of the earth, and for two or three 
hours follow the footsteps of the early cave 
explorers through a quarter-mile of dark, 
unmarked and often narrow  passageways.  
The guide provides hard hats and lights.  You 
provide the courage, and clothes that you 
don’t mind getting dirty. cont. 45 
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Drop in a Bucket
All of these destinations, adventures and 
sites in and around Tucson just scratch the 
surface of what Arizona has to offer.  Little 
things like the Grand Canyon, the Hoover 
Dam and Lake Mead come to mind.  And 
while the desert surrounding Tucson is an 
important part of Arizona’s heritage, nearly 
one-fourth of the state is covered with thick 
forests of Ponderosa pine and Douglas 
fir.  These forests are found not only in the 
northern sections of the state, but wherever 
you find high mountains, including in the 
southeast corner of the state, where all those 
high peaks and winds caused me problems 
at the start of all this.  MMOPA members 
can not see everything during the week of 
the convention, but we are indeed fortunate 
that the Tucson area offers such a disparate 
array of classic Arizona experiences that we 
can sample in a short time.

A Date in September
Now is the time to mark September 25 on 
your calendar.  The Board will be meeting 

soon to finalize the academic program and 
other aspects of the convention.  I am sure 
that the new Ombudsman program, the letter 
from Chuck Suma, the engine-monitoring 
program, and the usual palate of perpetual 
problems will all make for lively discussion at 
our gathering in late September.  I wonder 
if we should start a pool to see who will be 
first to mention the phrase “lean of peak”?  
I also wonder to what dizzying heights the 
bids will reach at the auction this year for 
Kevin Mead’s time.  The Board chose the 
location well, and I look forward to another 
informative, educational and fun gathering.  
There will be a pop quiz on the geography 
and history of Arizona. Expect soon the 
convention registration package.  

Acknowledgement:  The bits of Arizona history 
sprinkled throughout this article were taken 
liberally from the 14th edition of Reginald 
Manning’s book, “What is Arizona Really 
Like?: A Guide to Arizona’s Marvels”, 
published by Reganson Books in 1992.  
Recommended reading for anyone visiting 
this wonderful state.

(continued)
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by Russ Caauwe

Several members have pointed out that the 
message board “Places to Fly” has not been 
getting any new material for some time now.  
Surely some of you have been to interesting or 
exotic destinations that you would be willing to 
share, both in the magazine and on the web.  
If you would like to contribute to the web, 
please send me photos and a short write-up 
about your favorite destination.  Some of the 
best places are in the category of “worlds best 
kept secret”.  

Years ago, Bea and I flew to a little airstrip (half 
paved, half gravel) on the San Juan Islands 
in Puget sound.  I don’t know if the field is 
still there, but we had a beautiful dinner that 
evening in a quaint restaurant that overlooks 
the harbor.  The departure was a little exciting: 
downhill, only lighted as far as the pavement 
lasted, with tall trees at the end.

Anyway, let’s get some new material in that 
message board.  Write up the short version for 
the web, and a more detailed description for 
the magazine.  Share the experiences so other 
members can enjoy them too!  You can email 
these to me at Russ46@cox.net or directly to 
acro@acrosonic.com.  Be sure the photos are 
in .JPG format.

Jack Cooper
N727K
Olathe, KS

Jack is President of Hi-Sonic Inc.  He has a Mirage 
and has over 500 hours with a Private license, SEL 
and Instrument ratings.

James M. Allen
N189ET
La Jolla, CA

James is a former member, who has rejoined!  
Welcome back!  He has a 310 Malibu and holds 
a Private license with ASEL AMEL and Instrument 
ratings.

William Wiemann
N350WF
Fargo, ND

William is a Developer/Builder.  He has a 310 
Malibu and holds a Commercial license with 
Instrument, MEI and SES ratings.  He has over 
3500 hours.

Brian Bouck
N717BL
Waterloo, IA

Brian is a Dentist in Waterloo.  He has a 310 Malibu.  
He holds SEL and Instrument ratings.

Rick Parker
N119RP
Hurst, TX

Rick is an Executive with Directors Mortgage 
Company.  He has a Mirage, and holds an IFR 
rating.

John Mariani
Vero Beach, FL

John is a man who needs no introduction to 
the MMOPA group.  John was one of the lead 
engineers in development of the Malibu and has 
been very active as an instructor in the Malibu 
series since its inception.  John has over 8000 
hours and holds an ATP license.  His ratings 
include CFI CFII MEI SE and Seaplane.  

Gregg Cornell
East Lansing, MI

Gregg holds a Commercial license with MEL 
SEL and Instrument ratings.  He has over 2600 
hours.  His occupation is listed as Management-
Insurance.

Thomas Baumann
N4174V
Mequon, WI

Thomas has a new Meridian.  He has over 1600 
hours and holds a commercial license with and 
Instrument rating.

Ray Tolson
N9275D
Fredricksburg, PA

Ray’s occupation is ranching and investments.  He 
has a Mirage and has over 5000 hours.  He holds 
SEL MEL and Instrument ratings.

Robert Dunmire
N88846
Goldsboro, NC

Robert has a Mirage and holds a Private license, 
with IFR and Rotorcraft ratings.

Notes From MMOPA 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, flying F-94’s 
and F-89’s, in Iceland, where he 
met his wife Bjorg (Bea).  

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

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

Bill Alberts
Convention Coordinator
tel: (843) 785-9358 
fax: (843) 785-7567
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Notes From MMOPA Headquarters 

Thomas Jaekel
D-EJTJ
Stockach, Germany

Thomas has a 310 Malibu.  He holds a PPL 
license and has over 350 hours.  His company 
is J-Systems.

Pedro Leitao
Cascais, Portugal

Dr. Leitao is a Dentist.  He has over 400 hours and 
holds a PPL License and Intrument rating.  I believe 
he is our first member from Portugal.  Welcome!

Ronald Storey
La Quinta, CA

Ronald is retired.  He has over 6500 hours and 
ratings in SE & ME, CFI&CFII, Helicopter, Glider, 
and Boeing 707!

Dennis O. Boyle
N178DB
Tallahassee, FL

Dennis has a Mirage and has over 820 hours.  He 
holds SEL and Instrument ratings.

Gary Van Zandt
N362MA
Newburgh, IN

Gary is CEO of Simms Painting Company, Inc.  He 
has a Mirage, and has over 1750 hours.  He holds 
an instrument rating.

Tim Krochuk
N9127Z
Boston, MA

Tim has a 310 Malibu.  He has over 1000 hours 
and holds SEL and Instrument ratings.

T. Jay Seale
Hammond, IN

T. Jay is a business lawyer.  He has a 310 Malibu, 
but hasn’t yet assigned a registration number to 
it.  He has over 3100 hours and holds SEL MEL 
SEA and Instrument ratings.

G. W. Daniels
Sedona, AZ

Mr. Daniels comes to us recommended by 
a friend.  He lists his company name as: DL 
Cottage Ind. Inc.

Kelly McHugh
N350MM
Mandeville, LA

Kelly is an Engineer.  He holds Comm. Inst. Sea 
+ Land Single Engine ratings.  He has over 800 
hours and owns a Mirage.

August H. Hummert III
N551S
Town & Country, MO

August is President of Hummert International.  He 
has a Meridian and holds a Private license with an 
Instrument rating.  He has over 1050 hours.

Robert Corkern
N595SM
Jackson, MS

Robert is a Physician in Jackson.  He has over 
1000 hours and owns a Mirage.
 

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

1(800) 321-1271

www.superioraviation.com

250 Riverhills Rd, Ford Airport
Kingsford, MI 49802
Upholstery Dept. 906-774-4405
email:  superav@up.net

SUPERIOR AVIATION, INC.
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FLORIDA Spruce Creek Fly-in 
America’s Premier Fly-In Community.  4,000' 
paved lighted runway, paved taxiways, full 
service FBO, golf and tennis Country Club, 
24 hour security, 15 minutes from Daytona 
Beach International Airport and the Ocean.  
Pilots Serving Pilots. 
 Pat and Lenny Ohlsson, 
Spruce Creek Fly-In Realty. 
Website:  www.fly-in.com 
800-932-4437   Evening 386-761-8804

MMOPA Classifieds

Aircraft Financing
JetDollars, Inc. has some of the best rates and 
terms in the country for M/MOPA members. 
Ask for a reference list of satisfied M/MOPA 
members! Call Mark Baumgartner for a quote 
at 1-888-433-9992 or visit www.jetdollars.com. 
USA Only.

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

GPS MANUALS
for beginners and users are now available 
for the Garmin GNS 430 and GNS 530, as 
well as the King KLN 89B/KLN 94, KLN 90B, 
KLN 900. These task-oriented, pilot-friendly 
manuals lead you step-by-step through the 
most useful enroute and approach operations. 
Includes description of all pages. KLN 90B and 
KLN 900 are $34.95, all others $39.95. Add $6 
for s&h. Outside US add $6 more. 
ZD Publishing, Inc.
PO Box 3487 
Wichita KS 67201 
Ph 888-310-3134 
www.zdpublishing.com

1997 MALIBU MIRAGE PA46-350 
FOR SALE
S/n 4636091 460 hours with new engine 
TIO-540-AE2A s/n RL-6955-61A 70 hours. 
Skywatch TCAS on Garmin 430 slaved to 
Sandel 2230 and autopilot. Based London, 
England. $575,000 (£393,000 sterling) - down 
from $625,000. 
More details on www.g-pall.com 
Phone: 011-44-7748-111444  
email: marcus@bicknell.com



Pik*West ad
printer has file

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

Post Office Box 2611
Vero Beach, FL  32961

MFD, EFIS, 
GPS,  AP/FD

Model Specific 
Training

website: www.AviationTrainingATM.com
email: AVIATION_TRAINING@COMPUSERVE.COM

fax:  (772) 778-9731

INSTRUCTORS:
Dick Rochfort
Roy Bolling
Bob Stickle
Rick Tutt
Bob Redfern
Mitch Johnson
San IrlandiHigh time instructors trained to exacting insurance and FAA standards on all aircraft and flight management systems.

 Malibu/Mirage, Meridian, Jetprop DLX  
AIRCRAFT
SPECIFIC 

TRAINING

Ron Cox
President 

of ATM







JetProp





New Skytech Ad 
Printer has file



Display Rates
Full Page Black & White    $ 375.00

Full Page Full Color    $ 1,375.00

Half Page Black & White    $ 175.00
 Half Page Full Color    $ 875.00

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

2 page center spread Full Color    $ 2,120.00

Inside Front Cover Full Color    $ 1,450.00
Inside Back Cover Full Color    $ 1,450.00

Back Cover Full Color Only $1,825.00

Guaranteed ad placement  - Display rate plus 20% 

Classified Rates
The classified advertising section includes 

used aircraft, services and used equipment.

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

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

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

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

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

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

Full payment must accompany your advertisement.

Advertising Placement 
Ad Specifications, Scheduling and Contact Information

 
Victoria Marasco • MDS

(512) 306-1988  •  Fax  (512) 263-3200

Send all ad materials to the Publisher:
MDS Creative Studio

809 N. Cuernavaca Dr.
Austin, TX  78733

Publisher reserves the right to 
refuse or withdraw advertising.

Advertising Insertion Fees are required 
prior to production of publication.  

Electronic files only.
  Overall magazine size is  

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

Advertising Rates . . . 

Training Update...

Aviation Training Management 
Vero Beach, Florida
(561) 778-7815

Initial & Refresher
by Appointment

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

Initial and Refresher 
with Mary Bryant at 
St. Petersburg or 
Customer’s Location

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

Initial and Recurrent 
Training 

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

Initial and Refresher Training with 
John Mariani at any location

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

Initial and Recurrent 
Training 

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

Initial & Refresher
by Appointment

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

Helpline . . .

Events Calendar . . .
12th Annual Convention - September 25-29, 2002
LaPaloma Resort in Tucson, Arizona 

   316-728-8634



Training Update...

FP
O

   316-728-8634



FP
O


