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by Jeff Schweitzer

Letter from the Editor

Piper Perspective
We are adding an exciting new feature to 

the magazine, entitled: Piper Perspective: The 

View From Vero Beach. Chuck Suma, president 

of The New Piper Aircraft, Inc., has graciously 

agreed to give us his thoughts and insights 

into Piper, and more broadly, into the status 

of general aviation. In this inaugural article, 

Mr. Suma addresses the diffi cult times faced 

by general aviation, and discusses some of the 

actions taken to weather the storm and move ahead. 

I am sure that I speak for every MMOPA member in 

giving Mr. Suma a warm welcome to the magazine. 

St. Augustine, Florida
Rarely does an editor have the opportunity to 

discuss Ponce de Leon and the PA-46 in the same 

paragraph. Yet here I sit in St. Augustine, drink 

in hand, with just the excuse. The wise men and 

women of the MMOPA Board have chosen well 

the site for our next convention. Dating back to 

the 1500s, St. Augustine is rich in history, and offers 

the expected range of beach-front entertainment, 

elegant dining and first-class accommodations 

one would expect from a coastal resort catering 

to the tanned set debarking from yachts with 

trim bodies, white shorts and annoyingly clean 

deck shoes. Not that I noticed, of course, it’s just 

that, well, whatever. Anyway, this issue features 

yet another skillfully written treatise, this one 

about everything St. Augustine, published with 

the goal of shaming you into attending the 

convention if you were leaning in the other 

direction. For those already committed, the article 

will prepare you for the wide range of entertainment 

opportunities to sample between academic 

programs. I will see you soon on the beaches 

of Northeast Florida, with my skinny white legs 

and battered tennis shoes in full glory. With that 

trap well laid, I vow this year to capture on fi lm 

a member in thongs. If National Geographic can 

have a swimsuit issue …

Fire and Ice
In this issue we bring you Malibu/Mirage tales in 

the geographic and climatic extremes of fi re and 

ice. What better way to complement our look at 

the sunny beaches of Florida than with a focus 

on the cold embrace of Alaskan aviation? I am 

certain of few things in life, other than the fact 

that a thunderstorm will be precisely located at 

my destination, at the time of my arrival, wherever 

and whenever that may be. No, I am not bitter 

and frustrated about that. Well, OK, yes, I am 

bitter and frustrated. But I am also certain that at 

St. Augustine, we will not encounter wild bears, 

pack ice or glaciers, as did Robert Mills in his 

Alaskan adventure, vividly described in his article. 

This is an epic adventure, and required reading 

for anybody curious about flying in Alaska, or 

more generally, about using the Malibu for serious 

exploration anywhere. 

Constant Change
This pre-convention issue is a good time to throw 

out an idea for consideration, which the membership 

can then follow up in face to face discussions in St. 

Augustine. I suspect that a few cocktails will ease 

things along.

Who Are You Calling an Oxymoron?
Nothing catches ones attention better than a

good oxymoron, and the notion that change is 

constant is a bit of a mind-twister. But disregarding 

the nature of change itself, the historical 

consensus is that change is generally benefi cial. 

Benjamin Franklin once said, “When you’re 

finished changing, you’re finished.” That other 

famous quote-master, Winston Churchill, echoed 

this sentiment when he said, “To improve is to 

change; to be perfect is to change often.” So we fi nd 

ourselves in good company as we contemplate 

the future of MMOPA, and how we must change 

with the times to grow and prosper. Have no 

doubt that any change must be true to the core 

mission of enhancing safety. In fact, a focus on that 

mission is a primary motivation for change.  

Pressurized Singles
All of us in the PA-46 community fly high-

performance, single-engine pressurized aircraft, 

whether piston or turbine. In that light, we have

many colleagues who currently do not belong to 

MMOPA, but should. We have much in common, 

much to share, and much to learn, from our 

colleagues who own and fly pressurized singles 

such as the PC-12 and TBM 700. Yes, each aircraft 

is unique, and pilots have distinct concerns and 

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

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

as bolts or screws.

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

Hartzell’s Kevlar™ – epoxy blades were initially developed for the regional
airline market. And, since Kevlar™ is used for bullet-proof vests, you
know it’s tough material. As a result, this propeller offers the highest 
overhaul interval of any propeller available for Malibu Mirages (6-years/
2400 flight hours). This structural composite construction has withstood
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strength, not a wood or metal spar.
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issues related specifically to their make and 

model. At the same time, there is a great 

overlap of mutual interests that relate

generally to fl ying single-engine pressurized

airplanes, regardless of make and model.

Fork in the Road
We fi nd ourselves at an interesting fork in the 

road. Down one path we can continue as we 

are, as an organization devote solely to the 

PA-46; down the other path we have an 

opportunity to strengthen our organization 

by becoming more inclusive of other closely 

related aircraft. I believe the long-term viability 

of our organization depends on us taking 

that second path.

Expanded Scope
To expand our scope, we must be forthright 

and upfront about the fact that the owners of a 

PC-12 may have radically different concerns 

than, for example, a pilot of a 1985 Malibu. 

Not only is the difference in the asset value 

significant, but the mission profiles flown 

by each pilot, and perhaps even that pilot’s 

personal motivation to fly, are likely to be 

quite different. For that matter, a TBM owner 

may not be interested in many issues 

concerning a Meridian driver. We must 

embrace these differences, and respect 

them when appropriate. By acknowledging 

the different needs of different pilots, we can 

at the same  time better understand where 

we all share mutual concerns and interests.

As a practical matter, one could envision a 

convention where the academic program 

is divided into two sections: general, open 

sessions focusing on safety issues of concern 

to all pilots flying pressurized singles; and 

break-out sessions for each make and model. 

This is much like we do now, with one

difference. At the discretion of the session               

organizer, certain sessions would be open 

only to owners of the relevant make and 

model. This would provide owners and factory 

representatives an opportunity to air dirty 

laundry in private, and to work out problems 

as a cohesive group not exposed to the glare

of public opinion. At the same time, other

make/model sessions could be public session 

where the manufacturers could expose

potential customers to their products, 

and explain how the product compares to

the competition.

Mutual Benefi ts
There could be major benefits from more 

formally including Pilatus, Socata, and others 

in our organization. First, we expose a greater 

number of pilots to our academic programs 

and safety seminars, making the skies safer 

for a larger number of aircraft. Second, we 

have a larger population with which to 

confront industry-wide issues such as 

insurance. Third, members get the benefits 

of “cross-fertilization” by sharing experiences 

with a more diverse group of pilots; more 

diverse points of view; better arguments; 

more places to visit. Fourth, those of us 

Letter From the Editor
(continued)

cont. page 20



TBM 700C2TBM 700C2   Seriously Fast, Seriously Capable

Maximum cruising speed : 300 ktas

Maximum range : 1,565 nm
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Ceiling : 31,000 ft

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

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

New TBM 700C2 carries six people 1,100 nm 

in unprecedented comfort

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

Speed + Comfort + Capacity + Range

Manufacturing Aircraft Since 1911 www.socataaircraft.com
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by Kevin Mead

Malibu Maintenance
Routine PT6A Engine Compressor Washes

Kevin Mead

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

If you are a new turbine owner, you most 

certainly welcome the security of your new 

engine, and certainly do not miss the constant 

stream of failures often seen in a piston engine. 

But the routine maintenance demands of a jet 

can be confusing. While you no longer have 

to worry about frequent oil changes and 

cylinder compression checks, you are suddenly 

thrown into a sea of unfamiliar routine 

maintenance events. Parts you never had to 

worry about with your “recip” now need to be 

monitored, cleaned, and changed, but no one 

seems to have fi rm answers about how often. 

In this article I will address three types of 

routine engine washes. 

Compressor Performance 
Recovery Wash
This is also referred to as a power recovery 

wash. Using a chemical cleaning agent, this 

procedure cleans the engine compressor 

blades which supply engine and environmental 

systems with high pressure air. Since they 

pull in air from the outside environment 

they can become encrusted with grease, dirt, 

soot, salt and other crud. Even surprisingly 

small amounts of crud on blades can 

change the aerodynamic behavior of the 

blades. This inefficiency can lead to poorer 

engine performance and higher operating 

temperatures. Some of the crud that sticks to 

your blades cannot be removed with a simple

desalination wash, which uses only water.

So if you notice engine power loss, or your 

careful trend monitoring reveals a problem, it 

is time for a compressor performance recovery 

wash. The Pratt & Whitney PT6A maintenance 

manual does not give an exact timetable for 

this procedure, and the need will vary 

according to the operating environment. Folks 

who operate in a dry, non-polluted area far 

from salt water will require this wash less 

frequently than those who operate in a smoggy 

coastal city. 

The effects of neglecting your compressor 

blades are not limited to power loss. When the 

time comes for overhaul, poorly maintained 

blades that have been allowed to labor under 

salt, sulphates, and other contaminants may 

require replacement, the cost of which will 

guarantee your immediate conversion to 

religious compressor washing. 

Desalination compressor wash
This is more like a rinse of the compressor 

blades, and is usually done with straight 

water. It is perfect for the engine that has 

had a performance recovery wash performed 

recently, is not showing any trend monitoring 

deviations, but has made a trip or two 

through particularly salty or contaminated 

air. Some engines used in commercial 

or agricultural situations even have this 

precautionary rinse done daily after flight. 

Of course this is not necessary for the rest of 

us. Just use common sense. If you have taken 

your plane to the islands, you should probably 

schedule a compressor wash when you get 

home from vacation. Also be careful if you 

have had to fl y through a lot of smoke from 

forest or grass fi res. 

Desalination compressor turbine wash
This procedure, also done with water, is 

performed not on the compressor blades 

but on the compressor turbine blades. They 

collect grime introduced from the outside 

air, but are also attacked by the by-products 

of the combustion process, which when 

combined with condensation, cause 

sulphidation. Sulphidation of the turbine 

blades will not be revealed through trend 

monitoring or by noticeable power loss, 

but if allowed to take hold will shorten the 

life of the blades. What follows is a very 

expensive hot section inspection. To keep 

your blades in the best possible shape I 

believe this rinse should be done whenever 

you do a desalination compressor wash or a 

power recovery wash. It is easy to do while 

the equipment is out. 

Keep your engine clean, and your engine will 

keep you happy. 

Compressor wash in progress

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

Board Meeting
We have recently returned from our last board 

meeting in St. Augustine, Florida. This has 

been one of the most interesting board 

sessions I have attended. We voted to consider 

inviting members of Socata (TBM 700) and 

Pilatus (PC 12) to our annual meetings. I urge 

you to read the Letter From the Editor, where 

this is laid out in some detail. We consider 

ourselves to be open to all single-engine 

pressurized piston and turbine aircraft. 

Negotiations with each manufacturer and 

aircraft/pilot group are in progress. With this 

in mind, I will add to our accident synopses 

these additional aircraft. 

Annual Meetings
The 2003 meeting is scheduled for October 

in St. Augustine, Florida. Our 2004 meeting 

is scheduled for Palm Springs, California. We 

originally had anticipated a 2005 meeting 

in Groton, Connecticut, but the hotel plans 

have fallen through. Bill Alberts is currently 

searching for another site east of Colorado.

Accident Synopses
Over the last four months, we have had one piston 

accident (two uninjured) and three fatal turbine 

accidents (two TBM 700, one PA-46-500TP).

Below is a synopsis:

NTSB Identifi cation: IAD03LA028
14 CFR Part 91: General Aviation
Accident occurred Saturday, 
January 18, 2003 in Laconia, NH
Aircraft: Piper PA-46-350P, registration: N9170X
Injuries: 2 Uninjured.

This is preliminary information, subject to 

change, and may contain errors. Any errors 

in this report will be corrected when the fi nal 

report has been completed.

On January 18, 2003, at 1145 eastern standard 

time, a Piper PA-46-350P, N9170X, was 

substantially damaged during landing at 

the Laconia Municipal Airport (LCI), Laconia, 

New Hampshire. The certifi cated private pilot 

and the passenger were not injured. Visual 

meteorological conditions prevailed and 

no flight plan was filed for the flight which 

originated at the Long Island/Mac Arthur 

Airport (ISP), Islip, New York, about 1030. 

The personal flight was conducted under 

14 CFR Part 91.

The pilot reported that as he approached the 

Laconia area, he attempted to obtain an airport 

advisory on the UNICOM frequency, but got no 

response. He then reported a 45-degree entry 

to the downwind leg of the traffi c pattern for 

runway 26L. He maintained visual contact with 

a Mooney on fi nal approach, and observed no 

abnormalities during the Mooney’s landing. 

When the pilot turned from base to fi nal, the 

pilot noticed that the wind sock indicated no 

wind, and he prepared for a short fi eld landing. 

As the airplane touched down, it veered “dead 

left,” slid off the runway, and impacted a snow 

pile. Examination of the airplane by a Federal 

Aviation Administration (FAA) inspector 

revealed substantial damage to the right wing 

and all three landing gears.

The pilot reported that after the accident, 

as he walked to the fi xed base operator (FBO), 

he noticed that the runway was approximately 

85% covered with ice approximately 1/4 – 1 inch 

thick. The pilot stated that he received a 

weather briefi ng prior to the fl ight, which stated 

the runway at Laconia had been sanded due 

to “thin, patchy ice.”

The weather reported at Laconia, at 1155, 

included winds from 210 degrees at 3 knots,

10 miles visibility, clear skies, temperature 

7 degrees F, dew point—1 degrees F, and 

barometric pressure 30.05 inches Hg.

NTSB Identifi cation: IAD03FA035
14 CFR Part 91: General Aviation
Accident occurred Saturday, March 01, 2003 
in Leesburg, VA
Aircraft: SOCATA TBM 700, registration: N700PP
Injuries: 3 Fatal.

This is preliminary information, subject to 

change, and may contain errors. Any errors in 

this report will be corrected when the final 

report has been completed.

On March 1, 2003, about 1445 eastern 

standard time, a Socata TBM-700, N700PP, was

substantially damaged when it collided with 

trees, then terrain, during an instrument 

approach to Leesburg Executive Airport 

(JYO), Leesburg, Virginia. The certificated 

airline transport pilot, the private pilot, 

and the passenger were fatally injured. 

An instrument flight rules (IFR) flight plan 

was filed for the flight that originated at 

Greenville-Spartanburg International Airport 

(GSP), Greer, South Carolina, about 1250. 

Instrument meteorological conditions 

prevailed for the business flight conducted 

under 14 CFR Part 91.

A preliminary review of air traffic control 

communications revealed that the pilot 

received radar vectors to intercept the localizer 

course for the LOC RWY 17 approach. 

At 1428, an approach controller provided 

the current altimeter setting and asked the 

pilot if had the current weather conditions. 

The pilot acknowledged the altimeter setting 

and reported that he had the current 

weather information.

At 1440, the approach controller instructed

the pilot to intercept the localizer course, 

and the pilot acknowledged. About 1 minute 

later, the approach controller advised the 

pilot that he was located 3 miles north of 

WARDE intersection (final approach fix), 

to maintain 3,000 feet until established, and 

that he was cleared for the LOC RWY 17 

approach. The pilot acknowledged. 

At 1442, the approach controller advised the 

pilot to cancel IFR services with Leesburg Flight 
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cont. page 20

Service Station (FSS) once on the ground, and 

approved a change in radio frequency for 

airport advisories. The pilot acknowledged, 

and there were no further communications 

from the pilot.

The published inbound course for the LOC 

RWY 17 approach was 171 degrees magnetic, 

and the minimum descent altitude was 720 

feet above mean sea level (msl). The crossing 

altitude at WARDE intersection was 1,800 feet 

msl. The distance between WARDE and the 

missed approach point, which was located at 

the end of runway 17, was 3.9 nautical miles. 

The airport elevation was 389 feet msl. The 

published weather minimums for the LOC RWY 

17 approach included a 400-foot ceiling and 

1-mile visibility.

A preliminary review of radar data revealed an 

instrument fl ight rules (IFR) target approached 

Leesburg Airport from the northwest. 

Examination of the last 4 minutes of radar data 

revealed that the target turned toward the 

south to intercept the localizer course about 9 

nautical miles from the end of runway 17. It then 

made 5 – 6 turns across the localizer course, left 

and right, as it proceeded toward the airport. 

Several witnesses observed and heard the 

airplane. According to one witness, a private 

pilot and an airplane owner based at Leesburg, 

he was in his truck approaching a stop sign 

when he fi rst saw and heard the airplane. He said

the airplane “appeared” out of the fog about

300 – 400 feet above the ground. The airplane 

was in a “slight left bank” (10 – 15 degrees), with 

the nose pointed “slightly down” (about 20 – 25 

degrees), and traveling fast. The airplane was in 

a left turn, moving south to east, and toward 

the north. 

The witness then observed the airplane to 

“simultaneously and suddenly level out,” pitch 

up (20 – 25 degrees), and increase power. The 

change in engine sound was similar to when 

an airplane applied power for take-off. The 

witness thought that the pilot realized he was 

low and was trying to “get out of there.” The 

airplane continued to descend in the nose-high

attitude toward the trees. The witness 

estimated the descent angle of the airplane 

to be 65 degrees, before he lost sight of it as it 

descended behind trees. 

When asked if he thought that the airplane 

got on the “backside” of the power curve, 

the witness responded, “That’s exactly what 

happened. It looked as if he got on the backside 

of the power curve, and that is what I have told 

other people. If he had had more altitude, 

he may have recovered. But, even if he did 

recover, there was still a ridge directly in front 

of his position that he would have had to clear, 

and I am not sure if he would have been able 

to do that.” The witness also noted that the 

engine was operating normally, and the 

weather was foggy with low visibility.

A second witness stated that she was on her 

back porch about 1/8 mile from the accident 

site, when she heard an airplane engine getting 

“louder and louder.” She then stepped off her 

porch and went out into her backyard. When 

she looked up, the airplane flew directly 

overhead going east bound, and it was about 

five stories above the ground. The belly of 

the airplane was parallel to the ground and 

was colored blue. The landing gear was not 

extended. The engine sounded “loud and 

constant” the entire time. The airplane then 

made a sharp left bank and started to turn 

toward the north. It continued to increase the 

left bank, when the nose dropped down into 

the trees, and the witness lost sight of it. The 

witness also described the weather as a gray 

overcast, but not foggy.

A third witness was in his yard, which he

stated was about 1/4 mile from the accident

site. He first heard an airplane flying low

overhead. When he looked up, he saw it

exiting the clouds, about four stories above 

the ground, in a level attitude, headed east. 

The airplane then made a sharp left bank

and started to turn towards the north. The

nose of the airplane “was being pulled up” 

while in the turn. It then dropped, and pointed 

down toward the ground. The witness did not 

see the airplane hit the ground, but noted that 

the engine sounded as if it was “cutting in-and-

out” before impact. The witness also noted 

that the weather was “very foggy.”

A fourth witness was in her backyard, located 

across the street from the accident site. She 

heard the sound of an airplane engine “revving 

up and down.” The witness then looked up 

and saw the airplane on its side, descending 

through the trees. It was “teetering” back and 

forth as it descended, and the top of it was 

facing her direction. The witness also 

described the weather as foggy. 

The airplane wreckage was examined at the 

site on March 1 – 3, 2003. All major components 

were accounted for at the scene. The airplane 

came to rest upright, in the backyard of a 

private residence, on a heading of 045 degrees, 

at a ground elevation of approximately 395 feet 

msl, about 2 nautical miles north of the airport.

Initial tree impact scars started about 75

feet from the main wreckage, and several

broken tree branches were located at the 

base of the approximately 75-foot trees. Tree 

impact scars became progressively lower

on the trees in the direction of the main 

wreckage. Examination of the pilot altimeter 

and co-pilot altimeter revealed that both were 

set at 30.13 inches Hg.

Leesburg Executive Airport runway 17 is a

5,500-foot-long, 100-foot-wide asphalt runway, 

which was equipped with a 4-light precision 

approach path indicator (PAPI) system, and 

medium intensity runway lights. The runway 

was also equipped with an omni-directional 

approach lighting system (ODALS), which 

is a combination of runway end identifier

lights (REIL) and runway alignment indicator 

lights (RAIL). 

The pilot in the left seat held a private pilot 

certificate with ratings for single engine 

land and instrument airplane. His most 

recent Federal Aviation Administration (FAA) 

second class medical certificate was issued 

on August 09, 2002. At that time, he reported 

730 hours of flight experience. The pilot in 

the right seat held an airline transport pilot 

certificate for airplane multi-engine land, 

with ratings for the ATR-42, ATR-72, B-737, 

and DHC-7. He also held a commercial pilot 

certificate for airplane single engine land, a 

certifi ed fl ight instructor certifi cate for airplane 

single engine land, airplane multi-engine 

land, and instrument airplane. His most recent 

FAA second class medical certificate was 

issued on November 18, 2002. At that time, he 

reported 8,375 hours of fl ight experience.

Weather reported at the airport, at 1500, 

included winds from 140 degrees at 4 knots, 

temperature 37 degrees F, dew point 35

degrees F, and altimeter setting 30.12 inches 

Hg. The visibility was 1 statute mile and the

ceiling was 300 feet overcast.
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Richard and his wife, Carol, live 
in San Antonio, Texas, where the 
next fi esta is never more than 
a week away. Richard has had a 
life-long fascination with fl ying. 
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 fl ying. The 
opportunity to fl y was fi nally 
realized in the early 1980s. After 
owning an Archer, an Arrow, a 
Sklylane, a T-210, and a P-210, 
Richard arrived at his fi rst Malibu. 
Now on his second Malibu, and 
with over 1500 hours in the 
PA46, the fascination with fl ying 
continues. After selling a heart 
pacemaker distributorship six 
years ago, Richard stays busy 
fl ying his Malibu as well as a 
friend’s PC-12.

by Richard Bynum

Note from the President

Richard Bynum 

Local Salute
The beauty of the Salmon River contrasting with 

sharply rising mountains is awe-inspiring. The 

fact that I am taking all of this in at the speed 

limit seems to evoke a response from the local 

Idaho drives in the form of either a one fi nger 

salute or a blinking of their headlights. Locals 

have obviously become jaded to the beauty of 

their surroundings. I do not let this detract from 

my enjoyment of the landscape, and continue 

to receive various forms of greetings from the 

cars that pass me.

Soon the road reaches McCall, and just as I had 

long suspected from the air, this is a special 

town. The fi rst thing I notice is that the tarmac 

abuts right up to highway 55. This is one 

airport easy to find. No midnight raids of 

destruction by a petty dictator at this facility. 

This airport is literally part of the community. 

On the northern border of the town sits a 

large lake complete with yacht club. Yep, I need 

to spend more time here, just can’t do it today. 

I have only come one hundred miles, and I 

am not making very good time.

As I leave  McCall, the road still hugging the 

Salmon River becomes lined with cars, trucks, 

and RVs fi lled with fi shermen. For the next forty 

miles the drive is slow, but the array of boats 

and fi shing gear is interesting and impressive. 

Salmon season is in full swing. It is during this 

slow going that I endure the most persistent 

fl ashing of lights and honking of horns. When 

one car fi nally passes, I see a young man driving 

who surely does not remember the time when 

cars were made of real metal, and when you 

changed light beams by stomping with your 

left foot on the fl oorboard.

Wheat and Potatoes
Soon I climb out of the Salmon River onto the 

gently rolling plains of Northwest Idaho. This

is farm country. While potatoes are most

famous, this is the land of wheat, miles and

miles of wheat. The wheat crop is just starting 

to grow, and the precision of the planting is

visible and impressive. As if on queue, a large

farm tractor appears on the road in front

of me, with the American fl ag decal proudly 

affixed to the rear window of the cab. Can 

there be any doubt about what makes America 

great? Soon the wheat changes to huge

fi elds of yellow canola fl owers. They sway in

the wind as if perfectly choreographed. More

blinking lights from cars behind. Why can’t

these people just slow down and let this 

beauty grasp their soul? Only ninety more 

miles and I will be at my destination: Moscow,

Idaho. I soon go through the town of Lewiston,

named after Merewether Lewis, of Lewis 

and Clark fame. The road from Lewiston to

Moscow is full of blinkers and wavers, but I soon 

reach my destination. Total time was just over 

six hours. Not bad.

When in Rome
In what seemed like the blink of an eye, it is

time to return to Boise. The first part of the

trip to Lewiston is uneventful, although the 

naming of towns called Lewiston and Clarkston 

sure seems corny. Soon I am next to the end-

less monotony of yellow fl owers; could they 

throw in a few of another color just to break 

things up? Man, talk about no imagination, 

these farmers are totally lacking in creativity. Oh 

great, another tractor taking up the road, and 

of course he can’t see me blinking my lights at 

him. He has this huge American flag decal 

plastered across the back window of the 

cab. What are you doing working on Sunday 

anyway? I thought the government paid you 

twice as much to not farm on Sunday. Out 

of the way! I have a long trip to make, and 

you are slowing me down. Finally, I pass the 

tractor and give him an Idaho salute. There, 

that feels better. The puny wheat fi elds pass in 

a blur. They were probably planted by robots

due to the very regular patterns. Boring, boring.

Before I get to the town of McCall, I must fi ght 

the gauntlet of the fi shermen lining both sides 

of the road. What is it with these guys, it’s just

a fi sh. Move it, move it, out of the way, I am in

a hurry. I reach a new level of talent during this 

stretch of very slow going: I am able to honk, 

blink my lights, and stomp on the fl oorboard 

at the same time. A true artist. After exiting

the sleepy town of McCall, where they basically 

built a runway on the main road, I am in for a 

hundred more miles of twists and turns along 

the Salmon River. This particular stretch of 

road seems to attract a large number of 

rubberneck tourist. I make them feel welcome 

with the familiar hand gesture and a dose of 

headlights. I should be with the chamber of 

commerce.Five hours and forty-fi ve minutes 

later I roll into Boise. I could have made better 

time had it not been for a steady stream of 

idiots trying to use my road. There is nothing 

quite like a good road trip to soothe the soul. 

Road Trip

Ground versus Air
It’s Friday afternoon in Boise, Idaho, and I fi nd 

myself in a bind. I need to go three hundred 

miles north to visit my daughter, but my regular 

stead will not be out of annual until Monday. 

I am trying to determine the best means of 

travel to reach my destination. I can not bring 

myself to get into the thirty two year old Chicken 

Hawk for a two hour fl ight across the Bitterroot 

mountains. I look back at the Dodge minivan 

with 400 miles on the odometer, and begin 

my walk toward the vehicle. As I approach the 

minivan, I think that someone is missing a great 

business opportunity: why not have nice new 

planes to rent? Then it dawns on me that I last 

rented a plane more than twenty years ago, 

but I rent perhaps ten cars annually. Some 

questions answer themselves.

As I begin the six-hour drive, I think of the 

magnifi cent scenery I will be seeing along the

Salmon River for a good part of the trip. I will

also pass through McCall, Idaho, a town I have 

seen from the air countless times. I always

make a mental note of the beautiful lake next 

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

by David Coats, MD

Coats Corner

David Coats, MD 

Sun & Fun is always a good place to gather 

intelligence on what is happening in the 

overall fi eld of general aviation. This spring was 

no different. Concerned with the recent issue 

of prop grease leaks, I visited the MT-Propeller 

folks from Germany and Florida, and I had 

an informative discussion with Van. The leak 

appears to be affecting only a small percentage 

of the PA-46 fl eet, but the MT engineers are 

working hard at solving this problem; the 

company has in hand what they hope will 

be the fi nal fi x. MT-Propeller is an impressive 

company, and they are well represented in the 

general aviation market. Their facility in Leland 

Florida is truly a complete prop shop. Visit 

their web site for details at mt-propeller.com.

For those fascinated by grease, you might

want to go back to the Winter 2003 issue and

re-read the article on the leak in the Hartzell 

prop installed on Bob Conrad’s JetProp.

Electronic Flight Solutions and 
Pegasus Interactive
We now have two vendors offering outstanding 

computer-assisted learning modules to 

assist you in mastering your avionics. The 

relatively complete learning software library 

offered by Electronic Flight includes modules 

on Weather Awareness, Terrain Awareness, 

Traffic Awareness and of course GPS 

Navigation (Garmin530/430). Representatives 

from Electronic Flight have been at our 

convention, and the company has had a 

great advertisement in our magazine. These 

modules are highly recommended and pretty 

much cover the waterfront. Another vendor 

recently on the scene, Pegasus Interactive 

(www.pegasusint.com), offers for us at this 

time only a GPS 530/430 learning interactive 

guide. For Apple users, however, this is a great 

program because Electronic Flight’s programs 

are not Mac compatible. I highly recommend 

that you buy one of these products and 

practice using your avionics in front of your 

computer rather than in the plane.

ADEC
I was encouraged and intrigued by the recent 

certification of FADEC for several aircraft, 

including the Bonanza. Also, there are several 

IV P Lancairs now flying without a hiccup 

using FADEC. This is basically the same engine 

that we fl y, with some sensors added in, and 

other minor modifications to allow for the 

full authority digital control. So when does 

Sun, Fun and Grease

this technology come to the Malibu fleet? 

Mr. Smith of Aerosance advised me that their 

firm (a subsidiary of Teledyne Continental) 

would consider putting the Malibu in an earlier 

priority for the STC if two conditions could be 

met:  1) about 10 commitments for the FADEC 

engine could be obtained, and 2) a Malibu could 

be made available for about three months for 

testing. Of course they would make the owner 

of the test bed aircraft an outstanding deal. As 

more details become available I will report on 

this development. Certainly, a FADEC engine 

would be a real asset to our fl eet. Along with 

the engine comes a diagnostic module for 

your PC, which your mechanic can down-

load from the engine for complete trouble 

shooting, as well as for better preventive 

maintenance. Contact me if you have an

interest in the FADEC.

Belching Diesels
While FADEC is exciting, the most interesting 

new development to behold was a 

German-made diesel engine producing 135 

horsepower, on display at Superior’s booth. 

This engine is currently being extensively 

tested in the latest aircraft under development 

by Diamond Aircraft in Austria, the Twin 

Star. Take a look at the Diamond web site 

(www.diamondair.com): the performance is 

incredible for a light twin with only two 135 

horsepower engines. Interestingly, the wing 

design resembles that of our beloved PA-46. 

Perhaps engine development will finally 

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

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

Malibu Trivia Q & A

Mary Bryant  

This article is the second in a series examining 

the warning systems incorporated into the 

various PA46 aircraft. We explore the 

implications of having an annunciator illu-

minate (or possibly extinguish) and the 

subsequent appropriate course of action. 

Some of the annunciators discussed are 

common to the Malibu, Mirage, JetProp and 

Meridian. However, many are incorporated 

into only some of the models. As a result, the 

question will specify which aircraft is being 

addressed when it does not apply to all four 

models. Although many of us may agree on the 

appropriate course of action in the situations 

that follow, some may not. What is provided, 

in some instances, is my personal opinion, and 

the reader of course is free to disagree.

QUESTIONS

    1.  The OXYGEN annunciator
illuminates indicating:

        a.  Cabin altitude has exceeded 10,000 

feet and oxygen should be used.

        b.  All three of the oxygen canisters have 

been depleted.

        c.  One or more of the oxygen canisters 

has/have been activated.

        d. None of the above

    7.  The DOOR AJAR annunciator is 
illuminated indicating:

        a. The cabin door is not shut.

        b. The baggage door is not shut.

        c. A micro-switch is not properly closed.

        d. Either a., b. or c.

    8.  The GENERATOR light is illuminated in 
the JetProp indicating:

        a. The generator has failed.

        b. The generator is operating.

        c.  The generator and the alternator

are both turned on.

        d. b. and c.

        e. None of the above.

    9.  The GEN INOP light is illuminated in 
the Meridian indicating:

        a. The generator has failed.

        b. The generator is operating.

        c. The generator has been selected off.

        d.  The alternator is on overriding 

the generator.

        e. a. and c.

        f. b. and d.

  10.  The FUEL PRESSURE annunciator is on 
in the Mirage, JetProp or Meridian.

        a.  Adequate fuel pressure is 

being provided.

        b.  Fuel pressure has fallen below 

acceptable levels for proper 

engine operation.

        c.  The auxiliary fuel pump has 

been selected.

        d. Engine failure is eminent.

        e. b. and d.

  11.  The WINDSHIELD HEAT FAIL/
OVERTEMP annunciator illuminates 
in the Mirage, Meridian and some 
JetProps indicating:

        a.  A failure in the temperature sensor 

has occurred.

        b.  Windshield temperature exceeds 

170 degrees F.

        c.  Severe damage to the windshield 

could result.

        d. All of the above.

        e. None of the above.

Malibu, Mirage, JetProp and Meridian Warning Systems
Part 2 

    2.  The STALL WARNING FAIL annunciator 
illuminates in the Meridians and some 
Mirages and JetProps indicating:

        a. The lift computer has failed.

        b.  The stall warning circuit breaker 

has tripped. 

        c.  Heat to the stall warning vane 

has failed.

        d. All of the above.

        e. a. and b. only.

        f. b. and c. only.

    3.  The ENGINE FIRE annunciator 
illuminates in the Meridian indicating:

        a. An engine fi re

        b.  An engine fi re and fuel fl ow to the 

engine will automatically be shut-off.

        c.  An over temperature condition in the 

engine compartment, possibly due 

to fi re.

        d. All of the above.

    4.  The LOW BUS VOLTAGE light 
illuminates indicating:

        a. Alternator/generator off/inop.

        b. Operation on battery only.

        c. Eminent electrical failure.

        d. Main bus voltage is less that 25 Vdc.

        e. All of the above.

    5.  The SURFACE DEICE annunciator is 
illuminated indicating:

        a.  Ice has built to suffi cient levels 

that “smart boots” will automatically 

be activated.

        b.  Ice has built to suffi cient levels that 

“smart boots” should be activated 

by the pilot.

        c.  Pressure to infl ate the boots is 

being provided.

        d. a. and c.

    6.  The FUEL FILTER light in the JetProp 
or Meridian illuminates indicating:

        a.  The fuel fi lter is starting to clog and 

fuel fi lter bypass is impending.

        b.  The fuel fi lter should be changed at 

the next inspection.

        c.  The fuel fi lter should be activated by 

the pilot to ensure fuel is properly 

fi ltered since foreign particles in the 

fuel have been detected.

        d. None of the above.

by Mary Bryant



  12.  The FUEL IMBALANCE annunciator 
illuminates in Meridians and some 
Mirages and JetProps indicating:

        a.  Fuel imbalance exceeds 20 gallons 

in Mirages and JetProps.

        b.  Fuel imbalance exceeds 25 pounds 

in Meridians.

        c.  Fuel imbalance exceeds 40 pounds 

in Meridians if the light is fl ashing.

        d. All of the above.

        e. None of the above. 

  13.  The MAN OVERRIDE light is illuminated 
in the JetProp indicating:

        a.  The automatic function of the fuel 

control system is disengaged.

        b.  Power can be changed by changing 

the position of the power lever.

        c.  This light should always be on 

for takeoff indicating availability 

of manual override should it 

be required.

        d. All of the above.

        e. None of the above.

  14.  The BETA annunciator is illuminated 
in the Meridian indicating:

        a. T he power lever is selected below 

fl ight idle position.

        b.  The prop blade angle is below the 

low pitch stop.

        c. The aircraft is on the ground.

        d. All of the above.

        e. None of the above.

  15.  The OIL PRESSURE light is 
illuminated indicating:

        a.  Oil pressure is below acceptable limits.

        b. Engine failure is eminent.

        c. Land as soon as possible.

        d. All of the above.

        e. a. and c

ANSWERS
    1. c.  Occasionally, only the micro-switch 

has been dislodged and a canister

has not actually been activated. 

Turbulence and “fi rm” landings 

can do so.

    2. e.   Check and reset the stall warn/stall

heat CB. If the light does not extinguish 

the stall warning system is inoperative. 

Avoid low airspeeds and monitor  

approach speeds carefully. Repair 

prior to further fl ight.

    3. c.

    4. d.   Although all of the above could be 

true, the only thing the annunciator 

indicates is unacceptable low voltage.

    5. c.

    6.  a.   Land as soon as practical. Inspect 

fi lter after landing and repair before 

further fl ight.

    7.  d.   Although the light is intended to 

indicate one or both doors are not 

properly shut, I’ve seen the light 

illuminated when both doors have 

been securely shut simply because a 

switch did not function properly.

    8.  b.   Although c. could also be true, b. is 

the correct answer. If the generator is 

on it will override the alternator if the 

alternator is turned on.

cont. page 58 
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dreaming of moving up to faster and 

bigger machines would have under one 

roof those very products to which we

aspire, as well as immediate access to the

real-word experience of the pilots who fly 

our dream machines.

Potential Risks
What are the downsides of expanding the 

scope of the organization? In practical terms, 

the biggest concern would be the risk of taking 

too much attention away from the Malibu 

or Mirage in favor of our turbine cousins. 

However, by acknowledging that possibility, 

we can ensure that we avoid it, as long as 

we are constantly vigilant. I own a 1996 

Mirage, and for me, I would prefer to mix it 

up with a more diverse group of owners and 

pilots, to introduce a little “hybrid vigor” to 

our discussions. Just by numbers alone, I think 

those of us behind pounding pistons can 

make sure we don’t get lost in the shuffl e.

A Larger Pie
The big trick would be to bring the PC-12 

and TBM owner groups into a new hybrid 

organization (probably demanding a name 

change) in a way that ensures that those pilots 

still have a formal advocate for their unique 

needs, while integrating them into a cohesive 

whole of the new, broader organization.

A tough task, but doable.

The benefi ts to current MMOPA members from 

a “merger” I think are clear. But what would 

Pilatus and Socata and the pilots of their 

airplanes gain?  How would Piper benefit?  

All the manufacturers have the clear benefi t 

of having a more prominent roll in exposing 

potential customers to their products. If I’m a 

low-time pilot interested in a PC-12, I’ll likely 

buy a Mirage on the way up. With a good 

product, there is no need to operate from the 

perspective of fearing competition.

As for pilots, the same arguments apply 

about increased safety, cross-fertilization, and 

bigger numbers to confront the insurance 

industry. Both TBM and PC-12 groups are 

small in number, and that creates certain 

inefficiencies. A glaring example is the 

magazine; they simply don’t have the numbers 

to justify the expense of publishing a 

magazine like MMOPA’s. By becoming part 

of our organization, these pilot groups 

immediately benefit from this publication. 

Of course, the magazine would be 

expanded to include articles relevant to the 

new pilot groups. In addition, simply as a 

result of our numerical strength, our convention 

is in  an entirely different league than the 

event put on by Pilatus owners, for example. 

Finally, vendors would benefit by being 

able to concentrate their efforts on a single 

event, with a much bigger audience. In turn, 

we would benefit because the convention 

then would be a draw for a larger number 

of vendors.

The Biggest and Best
If the idea of expanding the scope of MMOPA 

is to be taken any further, we should approach 

the other pilot owner groups in the near 

future to understand their level of interest 

in combining forces. Before taking that 

step, however, we must first hear from our 

own constituents. I hope that you will voice 

your ideas, thoughts and opinions as we 

contemplate this move to become more 

inclusive. With your input, we can present a 

unified MMOPA position as we continue to 

work to strengthen our organization. 

With some foresight, and a willingness to 

contemplate change, we can make our 

annual convention the biggest and best 

aviation event for any pilot who owns, 

operates, or strives to move up to, a high 

performance, single-engine pressurized 

airplane. Yes, at first glance, the idea seems 

radical. But change usually does, until that 

becomes the status quo.  As observed by John 

Kenneth Galbraith, “Faced with the choice 

between changing one’s mind and proving 

there is no need to do so, almost everyone 

gets busy on the proof.”

CONTINUED FROM PAGE 13
AVIATION NEWS

CONTINUED FROM PAGE 8
LETTER FROM THE EDITOR

NTSB Identifi cation: DEN03FA045
14 CFR Part 91: General Aviation
Accident occurred Friday, March 07, 2003 
in Albuquerque, NM
Aircraft: Piper PA-46-500TP, registration: N522RF
Injuries: 3 Fatal.

This is preliminary information, subject to

change, and may contain errors. Any errors in

this report will be corrected when the final

report has been completed.

On March 7, 2003, at 1918 mountain standard

time, a Piper PA-46-500TP, N522RF, was de-

stroyed during impact with terrain near Double 

Eagle II Airport, Albuquerque, New Mexico. The

instrument rated private pilot and his two

passengers were fatally injured. The pilot was 

operating the airplane under Title 14 CFR 

Part 91. Visual meteorological conditions 

prevailed for the cross-country, night flight 

that originated at 1806 from Scottsdale, 

Arizona. The pilot had just canceled his IFR

flight plan and was landing visually at the

non-towered airport.

Witnesses said the pilot made a normal 45 

degree entrance to downwind for a right base 

to runway 22. They said his altitude looked to be 

at 6,900 feet (1,000 feet above the ground), and 

his communications were normal. They said they 

saw a spark in the transmissions wires, and radio 

contact with the pilot was lost. The airplane was 

found approximately 1 and 1/2 hours later.

Accident Review
The turbine folks rightfully like to emphasize 

the safety inherent in their superior machines. 

Though I agree that the turbine engines are 

spectacular in their smoothness and reliability, 

most aviation accidents are pilot induced. We 

are still the weakest link. This quarter is no 

exception. All the fatalities were in turbine 

aircraft. Is it surprising our insurance rates are 

skyrocketing? For this reason the MMOPA Board 

is considering innovative inducements to 

encourage more participation in the M&MSTF. 

More to come.
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A Look Ahead
by Chuck Suma

Piper Perspective:
The View From Vero Beach

This has been one of the most challenging 

and interesting times in recent history at

New Piper. 

Variables completely out of our control have 

led to these challenging times. The economic, 

political and emotional fallout from 9/11; the 

recession; the Lycoming recall; and the war in 

Iraq have all had an adverse affect on us. Last 

year, our sales dropped from 444 aircraft sold 

in 2001, to 283. New Piper is certainly not alone 

in this. These variables have hit industry-wide. 

While we have had to downsize and drastically 

tighten our belts, compared with some of our 

competitors, we have fared well.

Certainly there is no doubt that the economy 

is having a difficult time shaking off these 

negative influences, but, I have no doubt 

that it will. No matter what hand the past has 

dealt us, our future will be of our own making, 

and we have every intention of making the 

best of it. Out of adversity, great things can 

be created … and that is just the mission we 

are undertaking. 

The Lycoming issue is nearly behind us. All 

engines are out of the Lycoming factory 

and are being installed in the field. Looking 

to the future, we have made a commitment 

to develop and launch new product 

innovations every year. We are off to an 

excellent start with the unveiling of the 

highly acclaimed Piper 6X and its turbo 

sister, the 6XT, at Sun ‘n Fun. Owners, pilots, 

prospective owners and members of the 

media were all outwardly impressed with the 

aircraft. Sales made since then underscore 

the popularity that these aircraft will have in 

the marketplace.

We are also committed to making great 

products even better. A case in point is the 

15-percent increase in the useful load-carrying 

capacity of the Piper Meridian. Aerodynamic 

modifications to the Meridian have resulted 

in an increased capacity of approximately 

235 pounds. 

The Meridian is also the benefactor of the new 

S-Tec Magic 1500 autopilot system, which 

was dubbed “very impressive and much more 

intuitive than the previous autopilot,” by FAA

test pilot Clark Walker. The feature Walker 

seemed to like best was that all the controls 

and indicators in the new autopilot are 

centrally located in one component. 

All new Piper Meridian aircraft manufactured

in 2003 incorporate both the increase in useful 

load and the new S-Tec Magic 1500 autopilot 

system. Right now, our dealers are reporting to 

us that they are poised and ready—especially 

with the attractive modifications that have 

been made to the Piper Meridian—to make the 

upcoming months the best time to sit down 

and negotiate a trade-in on a new aircraft. 

At New Piper we have made a commitment

to develop and build the best aircraft at the

best value for our customers. And, we will

continue our efforts to provide a customer 

experience that is second to none. That is the

future of The New Piper Aircraft, Inc. Like our

aircraft, we are out to make it the best that

we possibly can. 

President
The New Piper Aircraft, Inc.

Chuck Suma
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Don’t Accept Compromised Performance & Reliability.  
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Coming Soon!

The Magnum Mirage program consists of  7 STC projects, each designed to resolve long-standing concerns 

in the Mirage powerplant installation.  A major milestone was reached in February when fl ight testing began on a 

fully conforming EFG-540 engine.  Initial results suggest that our predictions and program objectives are being 

realized – exhaust gas temps down more than 100 degrees, fuel effi ciency at cruise improved by 15% ROP, and 

required MP reduced 3-4 inches.  Our fi rst three STCs for improved instrumentation, fortifi ed engine mount, and 

wheel well speed fairings will be available shortly.  Expect our SuperFlo™ cowling, 4-blade scimitar propeller, 

EFG  intercoolers, and EFG-540 engine later in the year.  Thank you for your encouragement and support.

Perfecting the Flight Experience Through Innovation

2048 Mercer Road, Lexington, Kentucky 40511        TEL/FAX: 859-255-4511         WEB: www.enhancedfl ight.com

PROGRAM UPDATE, MARCH 2003:
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Many moons ago we built a new house, and 

to celebrate its completion we threw a big 

housewarming party. As I had just purchased 

a new pool table, all the guys gathered around 

for a few easy games. After watching my 

guests take turns at 8 ball, my slot came up to 

play against Tom, a friend of a friend who I had 

not previously met. He graciously invited me 

to break the rack, which is the last shot I took. 

Tom cleaned off the table.

We quickly realized that we were in the 

presence of a pro. Tom turned out to be a 

great guy, and he spent some time explaining 

and demonstrating the mathematics of a 

pool table. He clearly laid out the skills that 

need to be developed to get predictable results.

So what does this have to do with flying? I 

often think of Tom when I am working at 

improving my instrument skills. Flying in 

IMC is not a game, but the math is there and 

developing the skills for precise flying is an 

ever present need. When you use settings 

that give you predictable results every time, 

you stay in front of the airplane and greatly 

reduce your workload. 

Our autopilot has no clue as to our airspeed 

or power setting. In fact, to maintain altitude 

(in a downdraft for example), George will 

change our airspeed (by changing the trim) 

without consulting with Mr. Power. He knows 

of no other way to hold altitude or attitude 

with constant power. When George changes 

by Robert Conrad & Mac Lewis

Views from a JetProp
Pool Sharks and Pilots

Robert Conrad

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

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

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

trim we must change power in order to get 

the desired airspeed and attitude. We learned 

the principle as a student that power is altitude 

and pitch is airspeed.1 

1  The true relationship between pitch and power
vs. airspeed and altitude is really one of potential energy 
vs. kinetic energy. If power is held constant, and you pull 
on the yoke, you convert kinetic energy into potential 
energy (lose airspeed and gain altitude). If pitch is held 
constant, and you add power, you increase airspeed 
(increasing kinetic energy). Pitch and power both 
control airspeed and altitude, depending on the energy 
confi guration of the airplane. The point is that airspeed 
and altitude are inextricably linked to pitch and power, 
as a constant interplay between kinetic and potential 
energy, and both pitch and power control both airspeed 
and altitude.

Flying by Number
Our family of PA-46 aircraft seem to love 120 

KIAS for downwind, approaches, holds and 

actually everything except cruising. This being 

the case, we will determine our power and 

POWER PITCH GEAR FLAPS ALTITUDE CHANGE

400/18 2 UP UP Level Flight

525/25 3 UP UP Climb 500'/min

650/32 4 UP UP Climb 1000'/min

200/13 0 UP UP Descend 500'/min

130/8 -2 UP UP Descend 1000'/min

300/16 -4 DOWN 10 Descend 700'/min

600/25 0 DOWN 10 Level Flight

1200/40 10 & 8 UP UP Missed Approach

POWER SETTINGS FOR 120KIAS

It is easy to depress the CWS switch 
while keeping a good grip on the yoke.
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cont. 

pitch settings for different confi gurations by 

turning off the AP and trimming for 120 KIAS 

and level flight. From here on, do not touch 

the trim. For level fl ight in a clean confi guration 

at 120KIAS the power should be 400 ft-lbs 

of torque for a turbine or 18'' MAP for the 

piston. These are your base power settings 

and should be very close for your airplane. The 

following chart shows the results of changing 

only the power.

A rule of thumb is 33 ft-lbs of torque or 1" MAP 

per 100' change. When climbing, set to correct 

power when desired altitude is reached. When 

descending, set to correct power 50' above 

desired altitude. Now go fl ying and fi nd the 

exact numbers for your airplane. Remember, do 

not touch the trim after setting it to 120KIAS.

When climbing, set to correct power when 

desired altitude is reached.

When descending, set to correct power 50' above 

desired altitude.

Base power setting of 400 ft-lbs torque for 120 KIAS and level fl ight

Flying with George
Now turn on the autopilot, again without 

manually changing your trim setting from the 

previous exercise. Set the power for level fl ight 

and put the altitude hold on. The AP will trim 

the aircraft to 120KIAS. Note that the AP uses 

trim to respond to your altitude command 

(and the result will be a speed of 120 KIAS in 

this confi guration). This is why you must know 

the proper power setting in order to maintain 

120 KIAS. If you do not apply the proper power 

the airspeed will change. 

Now turn off altitude hold and set your power 

to climb 500'/min. At the same time hold in 

the Control Wheel Steering (CWS) button and 

let the nose come up to 30, then let it go. You 

can also use the rocker arm to change the pitch. 

Hold it about 1 second for each degree change. 

You can also use the pre-selector by setting it 

to 500'/min. The point is that you now know 

the correct power setting in order to maintain 

120 KIAS. Using the CWS is fast and easy for 

pitch changes. The Flight Director (FD) bars stay 

together and do not show you are banking when 

the CWS button is depressed. You must look at 

the top of the gyro or the horizon bars to keep 

the wings level or to maintain the desired bank 

when the CWS button is depressed.

Predetermined Settings
Go through all the above confi gurations using 

the correct power settings and notice how the 

airspeed stays near 120 KIAS. When descending, 

upon reaching pattern altitude slowly trim to 

120 KIAS as you bleed off airspeed. Then bring 

the power up to your predetermined setting 

for level fl ight. Voila, you are now fl ying level. 

This technique is quick, and helps keep your 

eyes outside the airplane.

You must train to be a pro; your life and 

those of your loved ones depend on your 

competence as a pilot. Who knows, if you 

practice hard enough you may become a 

Pilot Shark. Fill the in the power setting chart 

with your own numbers.
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Descend at 700'/min with gear down, 10° fl aps and 
300 ft-lbs torque. This is a normal descent 
for a non-precision approach. 

For level fl ight with the gear down, 10° of fl aps and 600 
ft-lbs torque. This power setting would be used for 
downwind and leveling out on a non-precision approach. 

Missed approach with 1200 ft-lbs torque. Turbines 
would normally use 1200 ft-lbs torque with a climb out 
rate of over 2000'/min. Notice the 220 bank with the 
FD bars together. This demonstrates what can happen 
if you look only at the disabled bars for bank information 
with the CWS switch depressed. 

Views from a JetProp
Instrument Settings:

Descending at 1000’/min with 130 ft-lbs torque.

“developing the skills 
     for precise fl ying 
is an ever present need”
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by Cody Ramsey

Turbine Times
Turbine Refresher

Margin of Safety
I recently attended a pilot refresher course for 

the Pilatus PC-12, and was again reminded of 

the advantages that a turbine aircraft has in 

potential emergencies. The idea of relating 

some of the highlights of the course stem 

from the revelation that many of the safety 

aspects of turbine fl ight are rarely mentioned. 

The standard quotation of the engine failure 

statistics between reciprocating and turbine 

type engines is common knowledge. Without 

question, the turbine is far more dependable. 

That really becomes a factor when one flies

single engine aircraft and the dependability

of the one engine determines whether you fl y 

or glide to a landing. But what really struck me 

in this last refresher was the way in which you 

fl y a turbine powered airplane that really adds

a tremendous margin to the safety equation.

“short”(less than 4,000') runways we operate 

from in the course of a year. In the simulated 

environment we used less than 2,500' for all 

of the takeoff roll emergencies and less than 

4,000' for the failures after takeoff that require 

an immediate landing. Remember this was in 

a PC-12. If you bring these parameters back to

the Malibu/ Meridian or Malibu/JetProp, the

difference in the numbers is striking. If you fl y

a piston aircraft, are you allowing sufficient 

runway if something goes wrong?  

Cruise Climb
The next segment of each profi le was the climb 

segment. If you fl y a Malibu or Mirage (or most 

piston singles or twins) all that needs to be said 

is “high, hot and heavy” to get you thinking. 

As illustrated above, the takeoff roll can be 

substantial and the initial climb is cause for 

additional attention. In my case yesterday, after 

the lengthy roll the initial climb was modest 

for the first segment. Once the airplane

was “cleaned up” and set to the recommended 

climb power, about 800 fpm was the best 

we could do. If you have flown around 

PRC, you are aware of the mountains with-

in ten miles of the airport that need to 

be circumnavigated in the Mirage under 

these conditions.

Lost Engines, Fires, and 
Other Challenges
In recurrent training we had the opportunity 

to lose our engine, have a fi re or suffer some 

other terrible event more than once in the 

first few minutes after takeoff. In each case 

the flight profile indicated we had sufficient 

altitude to return to the airport with or without 

the engine operating. In fact, the margins were 

enough to actually “shoot an approach” back to 

the airport in most cases, which we did three 

or four times in IMC. Thank goodness we were 

in the simulator. 

The PC-12 climbs smartly off the runway.

The recommended climb confi guration yields 

nearly 2,000 fpm in the fi rst phase of climb. This 

means in the fi rst three minutes after takeoff 

you are still within ten miles of the airport

and about 6,000' AGL. If something goes

wrong and you have to glide back without

power, that would put you back over the

airport at about 2,500' AGL at best glide. 

Flight Profi le
We have all attended an initial or refresher 

course at one of the approved training centers 

for our aircraft, so I will avoid recounting the 

syllabus for each and just simply say; “this 

is where they tend to break things in the 

simulated flight environment to prepare us 

for the unlikely event in real life”. After three  

days of things going wrong with my simulated 

aircraft on nearly every system, including the 

powerplant, an interesting facet of each fl ight 

was brought to my attention: the fl ight profi le. 

After reviewing each profile to recount the

events of each simulated fl ight, it dawned on 

me that the majority of the elements of 

each flight could not have been duplicated 

successfully had we been in a piston powered 

aircraft. These elements represent substantial 

safety margins created by a turbine powered 

aircraft that tend not to be available in the 

piston counterpart. 

Accelerate/Stop—Go
In twin engine aircraft we are required to 

calculate the accelerate/stop-go distance and 

the balanced fi eld length for each takeoff to 

determine if there is a suffi cient safety margin. 

In singles we are not required to calculate this 

parameter to the same degree, and thus many 

times an estimated ground roll is the order of 

the day. In my own experience (yesterday) in 

a piston Mirage at PRC, more than 4,000' was 

required for the takeoff roll alone. Had we used 

the short runway at PRC (4,400') that would 

have been too close to have any margin of 

safety if something went wrong. At the 

same airport on the same day in a turbine 

powered Mirage the takeoff roll would 

have been less than 2,000'. Therefore, even 

on a warm summer afternoon we could 

safely operate off of any runway at PRC in 

the turbine, but would be limited to only 

the long runway in the piston.

Takeoff and Initial Climb
The first segment of each profile was the 

takeoff roll and initial climb. After encountering 

several system anomalies, both on the ground 

and just after takeoff, an interesting statistic 

emerged. We did not use much of the available 

runway in the time it took to secure the aircraft 

for the appropriate emergency. Translation 

back to English; turbine aircraft tend to have 

shorter runway requirements. This becomes 

significant when you consider how many 

Cody Ramsey

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

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

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

cont. on page 38



The best safety device

Training Piper Pilots for More Than 30 Years.

For information, please contact our Lakeland Learning Center at
(800) 726-5037 or (863) 646-5037. E-mail: Lakeland@FlightSafety.com.

Malibu Training by FlightSafety at Lakeland, Florida

in any aircraft is a 
well-trained pilot...
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MALIBUTOALASKA
BY ROBERT MILLS

BIG SKY FRIENDLY

Alaska is a vast, exotic land, boasting dimensions beyond normal experience. Endless acres offer pristine 

charm and unspoiled wonders, largely preserved because the wilderness is completely inaccessible to even 

the best four-wheel drive vehicle. But this land of breath-taking beauty is readily accessible to general aviation 

pilots.  With over 500 airstrips, and ubiquitous Remote Communications Outlets (RCOS), the Last Frontier is 

without doubt the most general aviation-friendly place on earth. Amazingly, avgas generally costs less in 

Alaska than in the lower 48, and is readily available. The 49th  state is closer than you might think (only about 3 

hours from Washington); is less expensive and more user-friendly than many places in Europe; the population 

speaks English (mostly); and you do not fl y over oceans to get there. As an added bonus, if you arrive during 

summer, the sun never sets. 
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LAND FOR VODKA

William Seward, Abraham Lincoln’s Secretary of State, astutely 

grabbed the chance to buy Russia’s piece of the American pie from 

cash-strapped Czar Alexander II. His eminence’s desperation caused 

him to sell low, for what, even then, was a ridiculous giveaway at 

$7.2 million, or less than 2 cents per acre. Seward was savagely 

ridiculed for the purchase, and the transaction was soon labeled as 

“Seward’s Folly” and “Seward’s Ice Box” by political opponents. But gold 

discoveries returned the purchase price a dozen times over within a 

few short years, making this instead, “Seward’s Cash Box.” 

From this humble beginning sprang numerous myths about Alaska, 

many of which persist today, at least in the lower 48. Before setting off 

for our aerial adventure, let’s set the record straight by exposing the 

truth about the most common misunderstandings. 

ALASKA IS ALL ICE AND SNOW. 

Indeed, ice and snow are plentiful in the high mountains. Flying 

over the 100-plus-mile Bradley Ice Field in July is defi nitely like a trip 

over Antarctica. But the coastal and interior lowlands offer a stark 

contrast, with plentiful rainfall and long, warm days of summer, lush 

vegetation, dense forests, and some of the greenest meadows and 

prodigious riots of wildfl owers imaginable. 

ALASKA HAS ONLY A FEW SUITABLE AIRPORTS FOR 
MALIBU-TYPE AIRCRAFT. 

As mentioned earlier, Alaska is home to more than 500 airstrips. Many 

of the dirt/gravel strips are in better condition than some of the 

paved strips in the lower 48. In addition,  ATC caters to general aviation 

in Alaska. Expect to be treated like royalty. 

ALASKA IS FULL OF BUGS. 

No, the Alaska state bird is not the mosquito. In lowland areas, 

particularly near standing water in the summer, bugs are plentiful 

and big, but sprays and mosquito netting easily address the problem. 

Away from these areas, there are few bugs and all insects are gone by 

late August. 

ALASKA HAS BAD WEATHER ALL THE TIME. 

Bad storms in winter and spring are common, yes. Rain is plentiful in 

August, but less so from May to early July, or from late August through 

September. The interior is much drier, and the entire North Slope is 

basically a desert. Even during summer rainstorms, tops are rarely 

above 11,000 feet. We experienced no serious turbulence anywhere, 

even fl ying circles around Mt. McKinley. 

THE STATE’S 60,000 BEARS ARE A THREAT. 

Wild bears are generally not interested in humans. Unless threatened 

or provoked, bears will avoid contact. Attacks are extremely rare, and 

usually involve some provocation or misconduct on part of the victim. 

Fatal maulings occur on average only once every four years. A person 

is 10 times more likely to be mauled to death in Alaska by a domestic 

dog than by a bear. 

ALASKA IS EXPENSIVE.

Prices in Alaska are generally on the par with San Francisco and New 

York. In other words, yes, Alaska is expensive, but no more so than 

many states in the lower 48.

THE ADVENTURE BEGINS

With myths demystifi ed, I set off for Alaska in early July from my home 

base in Novato, California (KDVO), which sits at the edge of the wine 

country about 20 miles north of the Golden Gate Bridge. Even after 

dodging embedded thunderstorms, my ’99 Mirage had added only 

2.9 hours to the Hobbs before it was on the ground in Port Authur, 

Washington. Victoria, the provincial capital of British Columbia was 

visible across the Straights of San Juan de Fuca. After a quick refuel 

and activating an international fl ight plan, we were airborne and “radar 

identifi ed” in Canadian parlance.  Our friends north of the border use 

slightly different GA terminology, such as “line up and wait” as opposed 

to “position and hold”.  Their regulations are not identical to those of 

the FAA, but American pilots who take just a few moments to 

familiarize themselves at the AOPA sites about Canadian air traffi c 

rules should expect no problems. The controllers were courteous 

and helpful. 

BREAKING THROUGH

The coastal mountains just north of Vancouver hide under almost 

perpetual stratus cover. The weather is so bad in this area that Mt. 

Waddington, British Columbia’s highest peak, is visible, on average, 

only about 5 days per year. The mountain is so avalanche prone, 

inaccessible, and shrouded in dense mist that despite dozens of 

attempts by large parties, the peak has been attained successfully 

only twice. 

About 90 minutes north of the Canadian border, the clouds 

gave way to sparkling clear skies. Before us lay the Alexander 

Archipelago, an ensemble of hundreds of verdantly green, heavily 

forested, and largely uninhabited islands in Southeast Alaska. 

Separated by deep blue fjords between towering mountains, 

these narrow channels often take on a mirror-like surface in the absence 

of wind. The islands range in size from tiny, with only a few trees, to a 

            THE LAST FRONTIER IS
                          WITHOUT DOUBT
                  THE MOST GENERAL
       AVIATION-FRIENDLY
                  PLACE ON EARTH

The author enjoying the 
natural beauty of Alaska’s 

bountiful wildfl owers.
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hundred miles across. Some islands sport snow capped mountains, 

and most are dotted with lakes and lush meadows. Inland are heavily

glaciated peaks stretching to a distant horizon, seen through

crystal skies with visibilities (at altitude) of 150 miles or more. That sight 

alone is worth the price of admission.

FURRY ALUMINUM

After only a few short hours, with the airport in sight, we were

handed off to Ketchikan radio, which advised us that a Beaver was

on the runway and an Otter was “in the channel”.  Having never seen 

such aircraft in operation, I am embarrassed to confess my first

thoughts went to fur rather than aluminum. This was also my 

first experience with Alaska’s “radios”. Throughout Alaska, flight 

service stations are located on-site at all the busier airports. Their 

personnel function in an all-purpose role as a sort of advisory class 

Delta tower/ground control/clearance delivery and fl ight watch. 

With RCOS in many bush locations, they also take position reports 

frequently from pilots on VFR flight plans. With real wilderness 

beginning at the edge of town, most pilots in Alaska, especially the 

air taxis and tour-pilots, routinely fi le VFR fl ight plans, and update 

them enroute. Consistent with their unique status in Alaska, the

major airports have accommodated the ubiquitous fl oat planes by 

either creating ponds paralleling at least one runway, as at Fairbanks 

and Juneau, or designating an area in a waterway adjacent to 

the fi eld for such aircraft to land and take off. At all major Alaska 

airports, slow-moving fl oat planes mix it up with commercial jets and 

land-locked GA aircraft. 

JUNEAU, GLACIERS AND BLUE ICE

We touched down at Ketchikan, making Alaska the 49th state visited 

by my Mirage. We then headed up the inside passage to Juneau. 

Motoring along in a cloudless sky over cobalt-blue waterways, we 

soon spotted icebergs calved from the LeConte glacier, the 

southernmost tidewater glacier in the world. Closer to Juneau, we 

could not resist a quick sightseeing fl ight over the icecap glaciers 

in the mountains above Juneau. At this point, Juneau tower directed 

us to follow the Mendenhall Glacier, a mile wide channel of jumbled 

blue ice, down out of the mountains and nearly all the way to the 

airport. This glacier nearly comes into town in Juneau. A hundred-

plus years ago, it in fact did. Pictures taken only 50 years earlier 

show the glacier’s snout a mile or so closer to town, and hundreds 

of fee higher. The vast retreat in the face of a warming climate is 

truly impressive.

Juneau is an improbable place for a state capital. Located on the steep, 

heavily forested banks of a narrow channel, the town is surrounded 

by wilderness and utterly inaccessible by land. Only in GA-oriented 

Alaska would citizens choose a capital accessible only by air or boat. 

In downtown Juneau, we took the tramway up the sides of Robert’s 

mountain. From there we hiked until near midnight in the meadows 

of wildfl owers and snow drifts high above the cruise ships docked 

securely in the channel. 

TOES OF TWO

The following day we were blessed with cloudless skies, and we 

headed north over some of the world’s most awesome and 

spectacular scenery. Only minutes northwest of Juneau we banked 

and weaved over Glacier Bay National Park, famous for the immense 

30 mile-long rivers of ice pushing huge icebergs into deep fjords. 

We hooked left around the ornamental curtains of white glaciers 

draping Mt. Fairweather, an imposing black rock that leaps straight 

out of the Pacific to 15,300 ft in only 13 nautical miles. Next the 

giants of the Wrangell-St. Elias and Kluane National Parks came into 

view. St. Elias at 18,008' and Mt. Logan, the highest peak in Canada 

at 19,551' are hard to miss. Prodigious glaciers fan out of these 

mountains and spread disc-like across the costal plain. The so-called 

toes of two, the Malaspina and Bering Glaciers, are each larger in 

area than the state of Rhode Island. The scale is hard to grasp.

Emboldened by the smooth air and unlimited visibility, we 

impulsively angled north into the Yukon for a breath-taking tour 

over the vast Bradley ice fi eld, which runs 100 miles east and west, 

and right between Mount St. Elias and Mount Logan. In this vast 

polar icecap region, where only mountains have the strength to poke 

through thousands of feet of thick glacier ice, we could be excused 

for believing we were approaching the North Pole. 

HALIBUT

Yet just a few hours later we were eating fresh Halibut in a restaurant 

overlooking the Nenana River in Fairbanks. After refueling ourselves 

and the plane, we were northbound again over the fl at, lush green, 

heavily forested Yukon River Valley. This is upstate New York with 

thicker vegetation and more lakes and meadows. The land eventually 

began to rise and transition into the green foothills of the Brooks 

Range. We fl ew low, right up the grassy, treeless valleys and barren 

passes. The highest summits were covered with midst and clouds, so 

we climbed up over a stratus deck. When the clouds cleared about an 

hour later we were over the brown, fl at boggy North Slope tundra. 

Down below, stretching to the horizon, were a series of large lakes 

so numerous that one blended into the next. Despite the fact of 

mid-summer, some of the lakes stubbornly held onto ice along the 

shores. Soon, just a little further north, the lakes below were entirely 

encrusted in ice. 

      
   A PERSON IS 10 TIMES MORE 
  LIKELY TO BE MAULED TO DEATH
IN ALASKA BY A DOMESTIC DOG
                       THAN BY A BEAR



NORTHERNMOST COMMUNITY

At that point we were close to Barrow but still had no visual contact. 

We looked ahead and saw what we thought was fog where the Arctic 

Ocean should be. In a few moments we realized that the white was 

arctic pack ice. Although as late in the season as July 9th, the Arctic 

Ocean coastline was still ice covered over large areas. The downwind 

to runway 09 Wiley Post Memorial Airport takes you out over that icy 

ocean. When you turn base you look back at the tiny coastal village 

of Barrow. The ice-covered Arctic ocean stretches to the north. To the 

south is a vast, swampy brownish-green tundra pocked with white, 

still frozen-over lakes as far as the eye can see.

The northernmost community in the Western Hemisphere, Barrow 

is an extreme place with an edge-of-the-planet feel. The sun rises in 

May and does not set again until August. Despite the perpetual 

daylight, snow fl urries had fallen every day in July except the 9th and 

10th when we were there, and temperatures ranged from highs in 

the thirties to a low of 25 F with 20 knot gusts. With wind chill factored 

in, it was parka-and-gloves cold.   

Less than 4000 souls live in isolated Barrow and Browerville, its 

co-village across a small frozen lagoon. About 65% of the residents 

are native Inupiat. About half of the natives live a subsistence 

lifestyle largely outside the cash economy. We witnessed local 

Inupiats hunting seals amidst the ice fl ows in native dress. Seal meat 

is strung up to dry like laundry on lines throughout town.

The pack ice retreats off-shore for a short time in August, allowing a 

short ice-free period for barges and ships to bring Barrow its yearly 

re-supply. In late September the narrow channel of open water 

between the coast and the permanent polar ice-pack quickly

refreezes and Barrow is again cut-off from the world except by air. 

Each year, on November 18th the sun sets and it does not rise again 

until January 24th.  

THE RITZ 66 

Our rooms had “ocean front” views at the Top of the World Hotel in 

Barrow, where we enjoyed Route 66 motel-type accommodations for 

suite-at-the-Ritz prices. The local Inupiat Heritage Center provided a 

sophisticated cultural program, including native dancing and a tour 

of town in a bus. We chartered a Humvee and ventured out to Point 

Barrow, the Northernmost point in North America, located at the tip 

of the 15 mile long black sand spit jutting into the Arctic Ocean. Huge 

15 ft. high ice slaps from “pressure ridges” that had washed ashore 

from the ice-pack littered the foggy, windswept beach. This is an 

eerie, forbidding place. Along the route, piles a whale meat are 

placed to distract the polar bears from coming into town. We were 

promised a chance to see polar bears, and the previous clients that 

day had seen three, but we had to content ourselves with footprints 

in the beach sand. 

BROOKS RANGE CLIMBING

To avoid another night at the Ritz we fl ew back to Fairbanks late at 

“night” under a blazing sun. Smoke from forest fi res in the Yukon valley 

teamed up with virga falling from alto cumulous to create strange, fi ery 

red rainbows at 1:13 am. 

As a life-long mountain climber and hiker, I had always wanted to

climb in the Brooks range. So after a day’s rest and some food 

purchases we pointed the Mirage north again over the Brooks and 

landed in the tiny, isolated village of Anaktuvuk Pass, the last 

remaining settlement of the Nunamiut Eskimos, in inland Inupiat 

whose ancestors dateto 500 B.C. Located at the northern boundary 

of Gates of the Arctic National Park, the town is 300 miles north of 

the arctic circle and 100 miles from the nearest road. Yet this desolate 

hamlet of 248 people, like nearly all such remote villages, maintains 

a meticulously groomed, lighted, 5000 foot gravel runway with an 

NDB on the fi eld. Large commercial aircraft regularly use the strip. 

In town wevisited the Simon Paneak Museum and the headquarters 

of the national park. 

TRIBAL GATHERING

While wandering about, I met an oil company executive who informed 

me that a meeting was taking place in the village that day of all of the 

tribal leaders of the North Slope Borough, the county-like governing 

body for a Nebraska sized area of the north coast of Alaska. The oil 

man was in the village to negotiate business transactions at the 

government-sponsored gathering. After the meetings a native dance 

was planned at the community center. I fi nagled an invitation, and we 

slipped in, the only tourists. We watched in fascination as the locals, 

a few clad in native dress, sang songs in local dialects and danced a 

distinctive Eskimo dance, while the men beat caribou skin drums and 

chanted mysteriously. 

WALKING IN TWO WORLDS

Few Malibus travel to Alaska, so the plane was the object of great 

curiosity. This little village was no exception. After the dance, when 

some of the Borough leaders learned that the Malibu parked on 

the ramp was mine, they asked for a peek inside. During the walk to 

the ramp, three of the young Eskimo men, all pilots with a variety of 
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  EDGE-OF-THE-PLANET 
     FEEL
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certifi cations, explained that they had collectively fl own commercially 

600,000 miles on business for the native Inupiat corporation during 

the past 6 months. After totaling the expense of these commercial 

fl ights, the community had decided to acquire its own aircraft. After 

politely examining the Mirage they concluded that their best bet was 

still a Citation.  

The North Slope Borough receives a percentage royalty from the oil 

fl owing through the Alaska pipeline. While that royalty has declined 

about a third in the past decade, it is still a vast fortune, and is paid 

annually to the native Inupiat corporation. These young leaders, one 

a Stanford grad, said that they had recently been in Silicon Valley to 

purchase software companies on behalf of the native corporation.  

What was it like, I asked, having been raised in tiny, primitive isolated 

villages on the North Slope to fl y in jets and buy high tech companies?  

This question touched a cord. Looking me in the eye they spoke 

passionately and eloquently of the diffi culty of what the Inupiat refer 

to as “walking in two worlds”.  

ANTLERS GALORE

We camped in dwarf elders next to our plane on the ramp. I wore a 

black nightshade over my eyes to handle the fact that the sun shone 

all night. The following day my brother, his girlfriend, Cindy, and I 

struck out across the wildfl ower-covered, grassy tundra toward the 

mountain range overlooking the village. There were Caribou antlers 

scattered everywhere. This is the pass through which one of the 

huge North Slope Caribou herds migrates each year. We hiked up a 

creek to steep rock and scrambled to the top for a dazzling view of 

the northern Brooks Range and, to the north, the North Slope plain. 

COMPANION SWITCH

I returned to Anchorage and switched companions. My brother 

and girlfriend fl ew home and my wife and another couple joined 

me. The four of us then flew from Anchorage across the heavily 

glaciated Chugat range just east of Anchorage to a 3100' gravel strip 

next to McCarthy, a village of about 30, at the edge of the new, 

Wrangall-St.Elias National Park. From there we were picked up 

by van and taken 4 miles to the Kennicott Glacier Lodge. Kennicott 

is the largest ghost town in Alaska, consisting of the remnants of 

the vast Kennicott coppermine complex, an engineering marvel 

of the early 20th century. The mine closed during the Depression. 

The lodge is situated on a forested mountainside looking down at 

the 25 mile Root glacier, and up at 16,000 foot peaks in the Wrangall 

Mountains. Sitting on the porch I could see Dall sheep grazing on the 

mountains through my binoculars. The lodge provided outstanding 

food in a rustic dining room, where guests were seated together 

around large tables. This arrangement  provides the opportunity to 

meet and talk with interesting people from around the world. The 

Wrangall-St. Elias National Park is continuous with the Canadian 

Klane National Park. The American side of the park is seven times 

larger than Yellowstone, and contains nine of the 16 highest peaks 

in North America. The entire park is utter wilderness, without even a 

single improved campground. In my opinion, it is the most spectacular 

place in Alaska. 

From there we did a sightseeing fl ight over the park and down to 

the coast, where we flew low over Icy Bay, a tidewater bay even 

more spectacular than Glacier Bay National Park. From the Mirage 

we watched small avalanches cascading from the hanging glaciers, 

and small rivers of water pouring out from underneath huge 

glaciers, spilling into the bay in dramatic waterfalls. We landed 

in Yakayat, a coastal fishing village, which boasts a 7000' paved 

runway. After sampling the ubiquitous fresh halibut, the local taxi 

driver took us to the nearby landfi ll where we were treated to the 

sad spectacle of 5 large brown bears eating garbage.   

GOURMET PERFECTION

I had no problems taking off or landing at McCarthy’s tiny dirt 

strip with four adults and luggage. Leaving McCarthy, we fl ew to 

Talkeetna, a charming, quirky and delightful little town on the road 

between Anchorage and Denali National Park. Coming in we ran 

into unforecasted weather, but encountered no ice at 0 degrees C 

in dense clouds at 10,000 ft, and no turbulence descending through 

high mountains. We broke out at about 1700 AGL in moderate rain 

at Talkeetna. The ramp is only two short blocks from downtown, and 

we had lunch at Michelle’s, a restaurant owned by, Michelle, of course, 

a transplanted, and very New York New Yorker, with a passion for  

gourmet perfection. 

WHITE FANGS

The next morning we climbed through stratus to about 13,000 ft 

to breakout in clear sky. Ahead at 12 o’clock was the breathtaking 

site of the twin summits of Mt. McKinley. At 20,300 feet, this 

is the biggest mountain on the planet . It ’s not the highest 

above sea level, that’s Everest, but McKinley has the largest 

relief from base to top. The Himalayan Mountains rise from 

the 14,000 feet Tibetan plain. The actual base of the mass if of

the world’s highest mountain is about 17,000 feet,so at 29,009 feet, 

Mt. Everest itself is only about 12,000 feet top to bottom. 

McKinley is 50% bigger, rising from a 1400 feet plain to 20,300 feet, 

for a 19,000 feet vertical spread from base to summit.  

        HUGE GLACIERS,
           SPILLING INTO
           THE BAY IN 
                       DRAMATIC
              WATERFALLS
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I climbed the Mirage to just a tad under class A airspace at 17,800 

feet, and circled the white giant as close as I dared, given the wind 

driven snow streaming from the summits. Pictures can barely capture 

the immensity of this gleaming white fang of shear ice and snow 

rising from green lowlands to almost a half mile above me in the 

clear blue sky, even when I am at the edge of the fl ight levels. On the 

lee side I warned my passengers to brace as we hit the jarring chop 

from the mountain’s slipstream. As expected, the bumps stopped 

instantly the moment we cleared the downwind side, and completed

our circumnavigation.  

I landed inside Denali National Park at the 2700 feet gravel Mt. 

McKinley airstrip, only a short walk from the visitor’s center at the main 

entrance. We jumped on one of the tour buses (private vehicles are 

not allowed in the park) and toured the park, the largest open air zoo 

outside of Africa. The huge park is fi lled with wildlife. We saw sheep, 

goats, caribou, and moose before being picked up by the McKinley 

Glacier View Lodge, which took us up to the hotel up overlooking the 

park entrance. 

PLAYFUL CALVES

The next day we dropped our friends at  their connecting flight at 

Anchorage International, and my wife and I headed down the Kanai 

peninsula to Homer. I flew low and slow over the forests so that I 

could point out moose to my wife as they munched away. On fi nal, we 

spotted a moose standing near the approach end of runway 26. 

Homer is a halibut fi shing Mecca, a strange little town full of art galleries 

and  friendly people. Homer, the warmest town in Alaska, is located 

on the very tip end of the Kanai peninsula, with a killer view of water, 

glaciers and mountains. A sand spit juts about 5 miles into Kachemak 

Bay, home to a clutter of fishing charters, art galleries, fisherman’s 

motor homes, tourist traps and restaurants offering, yes, fresh halibut.  

My wife is a hiker, so we chartered a water taxi to take us across the 

bay to hike in Kachemak State Park. We climbed up through dense rain 

forest across opulent meadows to an iceberg-fi lled fresh water lake at 

the snout of a glacier. There we took pictures of a mother moose 

frolicking with her two calves. We watched as they swam in the lake, 

nibbled on the tree leaves, and the little ones chased each other and 

splashed about along the lakeshore.

Before leaving Homer in light rain, I stopped at an Internet café, as I had 

many times on this trip, to use Alaska’s cool weather cams. The FAA now 

has 24 weather cams operating in Alaska in key mountain passes 

and airports.  With real-time current weather, picture really is worth a 

thousand words. If this system proves popular, and it is, the FAA says it 

may implement a similar system in the lower 48.  

GRIZZLIES

Departing Homer we headed to Haines, in SE Alaska, climbing up 

through dense stratus to break out, as we so often did, in blinding 

sunshine at 11,000 feet. Haines is a picturesque community located on a 

narrow forested peninsula between two deep blue fjords. One night for 

dinner we flew up the fjord to the famous gold-rush village of 

Skagway.  Returning after midnight VFR under a heavy overcast, we fl ew 

low over a cruise ship in the gloomy, near dark, and the ship’s brilliant 

lights reflected its sleek white body against the black mirror-like 

water. The following day, near a lake north of town, we saw two baby 

grizzlies. The locals told us that their mother and another sibling had 

died, and that they were now abandoned to fend for themselves. 

The cubs looked hungry and lonely. 

   
   ACROSS THE 
  WILDFLOWER-COVERED,   
   GRASSY TUNDRA 
  TOWARD THE 
    MOUNTAIN RANGE ...  
     THERE WERE 
  CARIBOU ANTLERS 
SCATTERED EVERYWHERE
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PARIS OF THE PACIFIC

We returned to Juneau to stayed at Person’s Pond, a most delightful 

bed and breakfast. Actress Olympia Dukakis had stayed there the 

previous night. We hiked up to the Mendenhall glacier and explored 

about. We left Juneau under low ceilings and flew VFR around 

Admiralty Island, which has the densest concentration of brown 

bears in the world, and alongside the edges of various islands to 

Sitka, the former capital of Russian America. Only 160 years ago, 

Sitka was called the Paris of the Pacifi c. When San Francisco was a 

muddy collection of adobe huts, Sitka had theatre, libraries, a local 

symphony, and its citizens boasted of their fine wine collections. 

Sitka’s iron works made bells for California churches and launched the 

fi rst steamship on the west coast. When the Russians left, everything 

was uprooted and hauled away. Today, the National Park Service has 

restored the Russian barracks and government buildings. You can 

tour the Russian Orthodox church in downtown. Sitka has a forested 

park along the waterfront with the best collection of totems in Alaska. 

The park holds a monument marking the spot where local Tlingit 

natives rebelled against Russian cruelty, slaughtering ever single 

Russian in Sitka in 1804.  Given Russia’s treatment of the natives (they 

enslaved and virtually wiped out the nearby Aleutian culture), it is not 

surprising that the historical legacy and impact of Russian infl uence 

in Alaskan culture and population was minimal. 

SCUD RUNNING

The mountains on the islands of SE Alaska are usually cloud 

obscured. An IFR plan would require me to go high enough so that 

ice would be a factor. So, leaving Sitka I again followed the local 

custom and fl ew low on a VFR fl ight plan under a rainy overcast. 

I followed the water’s edge around the islands and up the narrow 

fjords to Petersberg, a muscular fishing village where even the 

women walk the muddy streets wearing huge rubber hip boots. 

By switching to the RCO frequencies, I could stay in constant voice 

contact with Sitka radio and advise them incrementally of my 

progress. I was amazed how exciting and fun this type of fl ying is. 

We fl ew the same way to Wrangel, another picturesque, unspoiled 

village surrounded by vast wilderness. On the beach at Wrangel 

are petroglyphs, paintings carved into the beach rocks. Given the 

hardness of the rocks and the erosion of the drawings, archeologist 

are able to date these art works to a lost civilization which far 

pre-dated the Tlingit natives who greeted the fi rst white settlers. 

Virtually nothing is known of these pre-ancestors, people who may 

have been part of the earliest human visitors to the Western 

Hemisphere, who fi rst crossed the Bering Sea land bridge from Asia 

over 12,000 years ago.  

FLOAT PLANES

In Wrangel, we chartered a fl oat plane for an 18 minute ride to Anan, 

basically just a salmon creek on a desolate island. Next to a beautiful 

lagoon with otters and seals splashing about lily pads, under the 

watchful eye of abundant bald eagles, lies a large creek choked with 

millions of two-foot-long salmon surging up the tiny river to spawn. 

A small rapids impedes their travel, and at that choke point dozens 

of bears, both black and brown, come down to fi sh. A small trail leads 

through the rain forest to a observation platform overlooking the 

rapids. The observation deck is covered with camoufl age except for 

windows for cameras. We watched in fascination as, within minutes 

of our arrival, a dozen black bears came out of the forest one by one 

to snatch a huge silvery salmon from the creek and walk off with the 

fi sh fl apping in their mouths. Bald eagles waited their turn and went 

hungrily at the bear’s sushi leftovers. 

To leave, I climbed up the stairs to the trail while, unbeknownst to 

me, a black bear was doing the same thing on the other side of the 

small barrier. Neither one of us saw the other coming. At the top 

we nearly walked right into each other. We both jumped back 

startled. The bear stared at me for a moment with a quizzical look on 

its face, snorted, and then walked off. On the way back to the lagoon, 

we encountered a huge grizzly teaching her two cubs to fi sh in the 

river. I started taking pictures. My wife gestured to me to leave. The 

mother bear noticed this and turned to look at me, as my camera 

clicked away. She assessed whether I was danger to her cubs and 

then lead them away up the creek. Rangers said that in over 27 

years at Anan, despite the very close proximity of people and bears, 

there has never been an attack of any nature upon the many people 

photographing the bears. Visitors must often wait to leave, however, 

because large grizzlies often block the exit by sitting stubbornly in 

the middle of the narrow trail to eat. Two legged shutterbugs are 

understandably reluctant to press their easement rights with the 

1000 pound adult bears.  

BACK HOME

Only 3 hours from Wrangel we began the approach into Vancouver 

International. Ironically, here is where I encountered my only pucker 

moment on the trip. We arrived at night in pouring rain, with high 

winds and low visibilities, all topped off with some nice turbulence. 

Because of airport construction, only one runway was open at YVCR. 

My airbrakes failed while I was being slam-dunked into the crowded 

ILS conga-line with jet heavies from Asia. “Malibu N962WF keep 

your speed up” was the constant refrain all the way to the marker. 

Once on the ground in heavy rain, I could not fi nd my way along 

the poorly lit taxiways. After more tense moments, and a mile or so of 

taxing in torrential rain to the far opposite end of the sprawling 

airport, I was fi nally at the FBO, and ready for a stiff drink to cap off 

the night. 

EMBOLDENED
   BY THE
        SMOOTH AIR
AND UNLIMITED
          VISIBILITY 
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Three Minutes Away
That is a significant safety margin when 

compared to what we can attain in our piston 

airplanes. Take the Mirage in the above  example. 

In the first three minutes after takeoff we had 

traveled about 6 miles from the airport and 

reached a height of about 2,000' AGL. This 

would not be enough altitude to safely return 

to the airport should the engine fail. In this 

instance, an off airport landing would likely 

be the best and safest option. Even if we take 

a best case sea level scenario and say we averaged 

1,000 FPM in the Mirage for three minutes; we 

are still 6 miles away from the airport at 3,000' 

AGL. If everything works right, we could just 

make the airport and have no other options as 

we would arrive on airport property with nearly 

zero altitude. Bear in mind, the Mirage is a better 

performer than most any other piston airplane 

and has a wonderful glide ratio. In the piston 

word it is still tops in my book. 

En Route
The next phase of flight is the enroute phase. 

Here the best friend any single engine pilot has 

is altitude in the event of engine failure. In the 

above examples, with the addition of a few 

minutes the piston Mirage has a similar margin 

of safety as the turbine counterpart. The point to 

accent here is that, as shown earlier, the turbine 

will get to altitude much faster. But once the 

piston arrives at the same altitude the margin 

of safety is similar assuming both aircraft lose 

their engines under the same conditions. 

Another item that was brought out in the 

recurrent session was the margin of safety created 

by fl ying at higher altitudes even on short fl ights. 

With the turbine that is a natural event as turbines 

perform better at higher altitudes and burn less 

fuel at higher altitudes. Thus, most turbine fl ights 

are conducted at 15,000' feet or higher. The 

piston, on the other hand, takes so long to climb to 

altitude and the environment is so harsh for the 

engines in terms of cooling and temperature 

change that one is tempted to fly at the lower 

altitudes, especially for shorter trips. As punc-

tuated at the recurrent training session, in a single 

engine airplane, more altitude equals more 

options in the event of engine failure.

Bottom Line
There are a host of more subtle safety 

advantages when flying turbine equipment. 

But the stark safety advantage of the reduced 

runway required, greater climb rates and 

higher operating altitudes, in addition to the 

reliability of the turbine engines, makes it a far, 

far safer means of travel.

CONTINUED FROM PAGE 27
TURBINE TIMES

CONTINUED FROM PAGE 14
NOTES FROM THE PRESIDENT

The Future of MMOPA
MMOPA is fast approaching an important decision regarding the future of the 

organization. The times they are a’ changing. Do we have the will to change with them? 

Simply put, the fleet is no longer comprised of just two versions of the same 

piston-powered aircraft. Anyone with a pulse has noticed the rapid growth in the 

number of JetProps and Meridians in our organization. 

The grand unifying theme is that all of these are single engine pressurized airplanes. 

Pilots of these diverse aircraft, along with pilots of the PC-12 and TBM 700, share 

important common interests. Recognizing this fact, we now come to an important 

crossroads. Do we continue as we are, or do we expand and grow to be inclusive of 

all single engine pressurize airplanes? Valid arguments can be made on behalf 

of either position. I support the concept of a more encompassing organization, one that 

serves the mission of enhancing safety for a larger group of pilots than what we are 

now serving.

Jeff Schweitzer goes into much more detail. I encourage you to read his thoughts, as 

well as communicate with Board members regarding this issue, either before or at the 

convention in St. Augustine.
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AUGUSTINE
America’s Ancient City: St. Augustine � A Pre-Convention Tour

By Jeff Schweitzer

Contrary to the painfully boring and inaccurate history lessons imposed on us in elementary school 

by teachers with bad hair and weird glasses, medieval scholars did not believe the world was fl at.  

The ancient Greeks knew the earth was a sphere as long ago as 250 B.C. More than 1600 years before 

Columbus set sail, Eratosthenes even derived a fairly accurate measure of the globe’s circumference 

from the length of the shadow cast by a vertical pole at noon at different latitudes. Not until 1828 

did the silly idea of an historic belief in a fl at earth take hold. In that year, American author Washington 

Irving published a fi ctionalized account of how Columbus fought to prove the earth was round as 

a justifi cation for his voyage. His compelling writing, combined with the general gullibility of his 

readership, created the monster of fl at-earth pseudohistory perpetuated even today. In this confused 

environment from the past we fi nd ourselves peering into the mind of Juan Ponce de Leon as he 

sailed in 1513 to the site of the future MMOPA convention.

FOUNTAIN OF YOUTH

After earning his stripes on Columbus’s second voyage to America in 1493, Ponce de Leon settled 

on Hispaniola, and from there went on to discover Puerto Rico in 1506. But he is most famous for his 

obsession with and search for the fountain of youth.

Juan got his fi rst chance at the infamous fountain in 1512, when King Ferdinand II granted the explorer 

the right to discover and settle the “island of Bimini.”  For Ponce de Leon, this was just an excuse to look 

for the waters that would give him tight skin and a perpetual full head of hair. Since he is long dead, 

his quest for the fountain was none too successful, but he did discover Florida (much to the surprise 

of the native Timucuan Indians, who thought they had discovered it earlier, given that they already 

lived there). He named his discovery “Pascua de Florida” (translated as feast of fl owers) after a Spanish 

Easter holiday, because he made landfall on Easter Sunday, March 27, 1513. Since Pascua de Florida does 

not exactly roll off the tongue, the name was soon shortened to La Florida, then fi nally, to just Florida 

in a fi nal bout of linguistic slothfulness encouraged by the oppressive heat of the tropical sun.

THREE STRIKES

Spain funded three attempts to settle the newly discovered territory between 1513 and 1563, but 

none succeeded. The French were luckier a little further north, and of course, that did not please Spain. 

So King Phillip II (who succeeded Ferdinand as the King of Spain) sent in the heavy hitters, including 

Don Pedro Menendez de Aviles (an admiral famous in his time), who arrived off the Florida coast on 

August 28, 1565. That turns out to be Feast Day of St. Augustine (you can see where this is going).  He 

and his complement of 600 soldiers came ashore 11 days later, and, in honor of the timing of his arrival, 

Menendez promptly renamed the Indian village of Seloy as St. Augustine. After all, one is hard pressed 

to discover a place previously named, so the name Seloy was quickly suppressed.  And so the site of 

our convention was established 42 years before Jamestown, Virginia, England’s fi rst North American 

colony, and more than 50 years before the Pilgrims crossed the pond, thus making St. Augustine the 

oldest permanent European settlement on North America. Little could Menendez consider that 438 

years later the site would be invaded by a fl eet of Malibus.
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MODERN TIMES

The city’s rich history extends well beyond the early days of Ponce 

de Leon, Menendez, and others with very long names. But even 

I’m getting bored, and need to move on. Except let me say that 

Sir Francis Drake sacked and burned the town, pirate Captain 

John Davis pillaged the place, and yellow fever savaged 

residents on multiple occasions. So as we walk through town, 

we are sharing space with some amazing characters and events. 

Yeah, that’s great, but what does St. Augustine have to offer us 

conventioneers? What have you done for me lately?  I am happy 

to report that the city itself and surrounding area offer plenty of 

diversions for all tastes and styles. 

You will be welcomed by the hotel to Florida’s bright sunshine.

WORLD GOLF VILLAGE RENAISSANCE RESORT

We will all be staying at the Renaissance Resort, which is aptly 

named as a golfi ng Mecca. The resort is home of the World Golf 

Hall of Fame, and has hosted the Senior PGA Tour. But enough 

about golf. I fi gure that golf gets enough attention. Suffi ce it to 

say that if you golf, you’ll be happy here as a pig in, well, you’ll 

be very happy. But what about the rest of us? Fortunately, we 

can just ignore people with funny shorts, and enjoy all the other 

aspects of the resort, including lush grounds, good food, and 

the ever-important cocktail lounge. The award-winning Cypress 

Pointe Restaurant offers a relaxing breakfast, casual lunch and 

elegant dinner. Sam Snead’s Tavern, the Hall of Fame Café, 

and Murray Brothers Caddy Shack provide other exceptional 

dining options. You will not go hungry, and if memory serves me 

from last year, none of us have gone hungry for awhile.

M
U
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U

M
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THE LIGHTNER MUSEUM

The former Hotel Alcazar, with its award-winning architecture, now 
houses the Lightner Museum, which displays an eclectic range of 
relics from America’s Gilded Age, including Victorian art glass, 
Tiffany stained glass, antique furnishings, costumes, mechanical 
musical instruments, and artifacts from daily life of the Nineteenth 
Century. The building is listed on the National Register of Historic 
Places, and is St. Augustine’s most prized possession. 
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LIGHTHOUSE

The Lighthouse and Museum is my personal favorite. For a nominal 
fee you can climb to the top of the 165 foot tower, and get a great 
bird’s eye (or pilot’s) view of historic St. Augustine and nearby 
beaches. The lighthouse has a working Fresnel lens (a big deal for 
those into maritime history), and a great exhibit detailing the lives 
of the lightkeepers and their families. Think of these lighthouses as 
early VORs to captains making their way in IFR conditions at sea.

WAX MUSEUM

Potter’s St. Augustine is the fi rst wax museum in the USA. Some of 
the displays are absolutely creepy they are so life-like. A few miss the 
mark, but most of the 160 fi gures are truly impressive. 



Ponce de Leon was looking for the 
waters that would give him tight skin 

and a perpetual full head of hair.

You can choose among 3 swimming pools for tanning, 

showing off, or scaring the natives. If the ocean is more 

appealing, the Serenata Beach Club provides you with the 

consummate seaside experience, including various spa 

options and oceanfront dining. After sampling the resort’s 

many amenities, you will retire to one of the 300 luxurious 

rooms (or suites if you are so inclined), each of which includes 

a wet bar, refrigerator, two cable TVs, movie channels, and 

high-speed internet access.

BUT WAIT, THERE’S MORE

While St. Augustine’s narrow streets and Spanish architecture are 

constant reminders of the region’s past, plenty of entertainment 

is available in the present. These diversions include walking 

tours, shops and antiques, museums, scenic cruises, lighthouse 

tours, the historic village of Old St. Augustine, vineyards and 

wine tasting, and of course, the fabled Fountain of Youth. If 

those are not enough to satisfy, Jacksonville is only 30 minutes 

to the north.

CASTILLO DE SAN MARCOS

By far the most prominent structure in the area is the Castillo, 

built in 1672 – 1695 to serve as an outpost of the Spanish Empire. 

The fortress was never taken by force in any time in its history. 

Its primary duty was to protect the fl edging colony here as well 

as the sea lanes for treasure ships returning to Spain. A quick 

tour of the Castillo is a must. As the oldest remaining European 

fortifi cation in the United States, the stone bastion provides us 

with a vivid reminder of the brutal confl ict between the mighty 

European powers for control of North America.

ST. GEORGE STREET

A quick walk from the Castillo brings you to this quaint 

pedestrian section of downtown, which offers what may be 

the highest concentration of ice cream and confections shops 

known to man. The shopping is not high brow, but interesting 

nevertheless, and worth at least one visit. Serious shoppers 

will want to head to Jacksonville. Most of the museums are 

accessible on this walk, so you should plan your time accordingly 

if museums are a big draw for you. 

Retired from active duty, 
a cannon rests from a 

long tour of service.
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The shopping is not high brow, but you can still shop ‘till you drop.

WEAPONS MUSEUM

For those with more of a militaristic bent, the Museum of Weapons 
and Early American History displays an authentic collection of swords, 
muskets, unusual fi rearms, artifacts from shipwrecks dating back to 
the 18th century, items from Spanish and English colonies, and 
intriguing objects from the Civil War.



Horse carriage photo will go here when it is scanned.

SCENIC CRUISE

When you can no longer tolerate another antique (a duration 

of 3 or 4 minutes in my case), then hop aboard the Victory III. Sit 

back and relax for a one hour and fi fteen minute narrated cruise 

while you sail past St. Augustine’s waterfront and enjoy a tour 

of Mantanzas Bay. More likely than not you will see dolphins 

eyeing you with curiosity as they play tag with the boat. The 

cruise continues a tradition started in the early 1900s, and is now 

narrated by third and fourth generation captains descended 

from the original founding family.

ALLIGATOR FARM

Yes, we’re in Florida, and we must mention alligators. The Alligator 
Farm and Zoological Park is a must-see for any visitor to St. Augustine. 
Founded in 1893, the park is the world’s fi rst alligator farm, and is 
now home to all 22 species of crocodilians from around the world, 
including ferocious Nile Crocodiles. Visitors also have the privilege of 
seeing giant tortoises from the Galapagos Islands and snakes from 
the far reaches of the globe. As a bonus, you get close up views of 
wild Heron, Egret, Ibis and Wood Stork returning from daily feeding 
in the marsh to their rookery at the park. When the kids just can not 
stand any more talk about airplanes, this is a good destination.

OLDEST HOUSE

The “Oldest House” might be the most intriguing of the museums, and 
requires just a quick visit. For more than 100 years after Menendez 
founded St. Augustine, the community was repeatedly raided and 
burned by pirates and the English. Yet in spite of this violent past, 
one structure survived from the beginning, and is known simply as 
the Oldest House. The crude construction of palm thatching over 
a rough collection of logs eventually gave way to a more durable 
structure of coquina stone, but the house was continuously occupied 
since the early 1600s. This is one the country’s most-studied and 
best-documented old houses, and is worth a quick stop for a 
glimpse into our past.
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THE CONVENTION

As always, the entire purpose of this gathering is to promote 

safety. Maximizing attendance at the convention so that the 

greatest number of pilots are exposed to safety education is 

one of our most effective tools. We therefore shamelessly offer 

good food, great entertainment and the year’s best opportunity 

for hangar fl ying so that as many pilots as possible attend the 

convention and participate in the academic program. As a fi nal 

bonus, we make sure that spouses are offered a wide variety of 

diversions throughout the convention. If you fl y any model of a 

high performance single engine pressurized aircraft, you should 

consider this convention the highest priority aviation meeting 

of the year. I hope to see you soon. 





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

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

and ß ight man age ment systems.

 Malibu/Mirage, Meridian, Jetprop DLX  
AIRCRAFT
SPECIFIC 

TRAINING

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

Post OfÞ ce Box 2611
Vero Beach, FL  32961

MFD, EFIS, 
GPS,  AP/FD

Model SpeciÞ c 
Train ing

website: 
www.AviationTrainingATM.com

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

Ron Cox
Pres i dent 

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

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

engine shock cooling. Are we having fun yet?

Asymmetric Failsafe

Hydraulic Simplicity

Hydraulic Pump—
Applies Equal Pressure
to both Actuators

Actuator Assembly
& Spoiler Panel

Actuator Assembly
& Spoiler Panel

Spoiler
Hydraulic
Line

Spoiler
Hydraulic

Line
Main Spar
Centerline

Relax. With Power-Pac Spoilers installed

you take advantage of descent rates up to 3.5

times faster! 

Simply touch a button and Power-Pac

Spoilers instantly reduce lift and increase drag.

Deploy your Power-Pac Spoilers at any speed up

to Vne for rapid descent rates without the need

for major power reductions. Avoid engine shock

cooling and maintain cabin pressure. Power-Pac

Spoilers are doubly useful when encountering

sudden turbulence by reducing lift-induced

loads carried by the wings.

The Jet Type design provides maximum

effect, no drag when retracted and lower instal-

lation cost. Plus you can deploy and retract

Power-Pac Spoilers in icing conditions.

Get down ...safely.

Call us today: 800-544-0169

www.powerpacspoilers.com

Down
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by Russ Caauwe

“The only time an aircraft has too much fuel on 

board is when it is on fi re.”

      Sir Charles Kingsford Smith, sometime before 

his death in the 1920’s.

Corollary: Jet airplanes are 
always on fi re.
Sir Charles, of course, was referring to the 

case of not having enough fuel to reach your 

destination with a safe reserve. I would agree 

whole heartedly with him on that point. 

However, putting too much fuel on board can 

be a dangerous thing also. Too often we have 

read of folks trying to fl y their airplane over 

gross, and out of balance. Pilots, we owe it to 

our passengers and loved ones to do a weight 

and balance every time!

Preparations are being made for the convention 

in St Augustine Oct 15 – 19th. We hope you 

are planning to attend. It is a beautiful setting 

and we will have most of the hotel space 

(and rooms) to ourselves.

New Members 
   

   Jon Ashment
   N5348S
   Mesa, AZ

Jon is a Corporate Pilot and holds CFI, CFII, MEI, 

AGI, ATP Multi-Engine, Commercial-Single. He 

has over 2400 hours and has a Meridian.

   Robert Devrnja
   N721BB
   Knoxville, TN

Robert is a physician. He has a Mirage, and holds 

a Commercial license with over 3600 hours, 

holding SEL, MEL and Instrument ratings.

   Arlynn McMahon
   Lexington, KY

Arlynn has over 10,000 hours and hold ATP-MEL 

COM-SEL CFIAIIMEI ratings. 

   Jeffery Lane
   N9174N
   Solano, NM

Jeffery has a JetProp and have over 3000 hours, 

holding a Private license with an Instrument 

rating. He is a rancher.

   Charles & Lois Woolacott
   N225MC
   Horseshoe Bay, TX

Charles and Lois have a Mirage. They are owners 

of Biolab Equipment Ltd. He has over 8000 

hours and Lois is a CFI.

   Sigsbee W. Duck
   N350WF
   Gillette, WY 82718

Sigsbee is a Surgeon in Gillette. He has a Mirage 

and holds a Private license with an instrument 

rating. He has over 1000 hours.

   James Mann
   N184AE
   Mt Sterling, KY

James owns Mann Chrysler in Mt Sterling. He 

has a new Meridian and has over 500 hours.

   Bart Bartlett
   San Jose, CA

Bart is in Marketing. He has over 770 hours 

and holds a Commercial license with SEL and 

Instrument ratings.

Notes From M•MOPA Headquarters 

Russ Caauwe

Executive Director

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

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

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

Bill Alberts
Convention Coordinator
tel: (843) 785-9358 
fax: (843) 785-7567
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   Harry Copperman
   N377HC
   Naples, FL

Harry’s company is HDC Ventures, Inc. He has 

over 2100 hours and is a Private pilot with SEL, 

MEL and Instrument ratings. He has a Mirage.

   Bruce Martens
   Newcastle, WY

Bruce holds a Private license and has an 

instrument rating. He has over 780 hours.

He is an Administrator at American Oil &

Gas Corporation.

   Paul Bell
   N231CM
   London England

Paul is the President for Dell, Europe. He has 

a JetProp and has over 600 hours and holds a

Private license and Instrument rating.

   Douglas Ferguson
   Big Timer, MT

Doug is looking at Malibus. He is a Commercial 

pilot with SEL, MEL and Instrument ratings. He 

has over 5500 hours.

    Guillermo A. (Willy) Pino
N9101Q
Wichita Falls, TX

Willy is an Orthopedic Surgeon. He is over 2695 

hours and holds SEL MEL Instrument and Glider 

ratings. He has a 310 Malibu.

    James W. Young 
Yorba Linda, CA

James has over 1140 hours and holds SEL and 

Instrument ratings.

    John Alofsin
N4387D
Newport, RI

John lists his profession as “pilot” and his 

Company name as “FL250”. He has a 310 Malibu.

    Cash Cunningham
Williamsville, NY

Cash’s company is called 270 West Main, Inc., 

which is located at 127 Coventry Rd!! He holds 

SEL, MEL and Instrument ratings. And has over 

540 hours.

    R. James Campbell
N27RZ
Lincoln, NE 68505

Mr. Campbell has over 1230 hours and holds 

a Private license with an Instrument Rating. 

He is an Automobile dealer. His Company is 

Meginnis Ford.

    John R. Hardesty 
N60TM
Las Vegas, NV

John has a Mirage. He is a CPA, Entrepreneur in 

Manufacturing & Real Estate. He has over 3100 

hours, with over 200 hours in the Mirage each 

year over the last fi ve years.

    David Ausloos
N53238
Franklin, WI

David has a Meridian. He has over 1000 

hours and holds a Private license with MEL

and Instrument ratings.

    Francis Woods
N177MA
Dublin Ireland

Francis has a JetProp. His company is called 

Athol Developments. He has over 1900 hours 

and holds SEL SEA and Instrument ratings.

    Bill Bebieff
N44SK
Naples, FL

Bill is owner of Sabe Aviation, Inc. He has

a Meridian.

    John Ramsey 
N5355S
Des Moines, IA

John has a Meridian. No other information 

available.

    Michael Schwerin
Oyster Bay, NY

Michael holds a Commercial license and

has Helo and Instrument ratings. He has 

over 1050 hours.

    Michael Angerer
Northville, MI

Michael has a Private license and Instrument 

ratings. He has over 1800 hours.

    Ron Fash
Richmond,TX

Ron has over 420 hours and holds a Private 

license with Instrument SEL and MEL Ratings.

    Henry Kin
N460N
Cincinnati, OH

Henry is an Engineer. He has a Mirage and has 

over 1400 hours. He holds a Private license with 

an Instrument rating.
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Eclipse® is a service mark of Eclipse International, Inc.

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

Club Gated Community with it’s own Airport. 

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

taxiways, fuel. Featuring hangar homes, 

golf course homes, nature home, and 

condominiums. 15 minutes from Daytona 

Beach International Airport and the Atlantic 

Ocean. Contact Spruce Creek Fly-In Realty for 

information on all properties and prices, new 

or resale. 

Website: www.fl y-in.com

Lenny Ohlsson, Broker  

800-932-4437 

Evening 386-761-8804

GPS MANUALS
These pilot-friendly manuals were developed 

for Garmin’s GNS 430 and GNS 530, Bendix/ 

King’s KLN 90B, KLN 900, and KLN 89B/KLN94. 

Our recently updated task-oriented manuals 

lead you step-by-step through all the en route 

and approach operations. Descriptions of all 

pages included. A valuable aid in the cockpit 

for seldom-used operations. Whether you are 

a novice at GPS operations or an experienced 

user, these manuals have something for 

you. $39.95 each plus $6 for shipping and 

handling. Other than U.S. add $6 more. 

ZD Publishing, Inc, PO Box 3487, Wichita, KS 

67201. 888-310-3134.  www.zdpublishing.com.

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

1992 Socata TBM-700
1444 Hrs. TTSN, 0 TSHS

O SPOH, 2-tube EFIS, freon air,

GNS-530, new paint 08/01, Wx 1000+

Skywatch, Price $1,699,000

James P. Hanley

Corporate AirSearch Int’l

561-750-8221 or email jp@caijets.com

2001 Socata TBM 700B
465 Hrs. TTSN, 2-Tube EFIS

KMD-850 MFD, KLN-90B GPS,

RDR-2000 Radar, Like new.

Price $2,179,900

James P. Hanley

Corporate AirSearch Int’l

561-750-8221 or email jp@caijets.com
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CONTINUED FROM PAGE 19  MALIBU TRIVIA Q & A

    9.  e.

  10.  e.  Land as soon as possible.

  11.  d.   In the Mirage and converted JetProps, 

failure in the temperature sensor 

has occurred and a possible over 

temp situation could occur unless 

the heat is immediately turned off. 

Failure to disable the windshield 

heat could result in severe damage 

to the windshield. Should the light 

remain on after turning off the switch, 

pull the windshield heat CB. In the 

Meridian, the annunciator could also 

indicate that temperatures exceed 

170 degrees F.

  12.  d.

  13.  a.  The automatic fuel control system 

which uses Ng and P3 inputs to 

maintain stable power output has 

been disengaged. The pilot can 

use the MAN OVERRIDE switch to 

manually activate a motor drive 

system which meters fuel to the 

engine to provide the desired power 

output. The power lever will not 

function as usual. Ensure that the 

MAN OVERRIDE switch is off and the 

switch guard is secure before fl ight.

  14.  d.   If annunciator illuminates during 

fl ight, verify the power lever is in 

fl ight idle position or forward of

fl ight idle. The squat switch should 

prevent selection of BETA in the air.

  15.  e.   Although it is a good idea to

assume the worst and that the 

engine will fail shortly, this may 

not be the case. Lights and gauges 

can malfunction. Look for backup 

indications of oil pressure loss such 

as increasing oil temperatures, 

decreasing control of propeller 

functions and visual indications

of oil loss while determining the 

need to expedite landing.





Professional
service with a

personal touch

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

You can trust the

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

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

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

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

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

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

Built around a unique

combination of personnel

and technology, the Skytech

Service Department can

enhance the safety,

reliability and performance

of your aircraft. 

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

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

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

Baltimore, Maryland 
Martin State Airport
410-574-4144





Display Rates
Full Page Black & White     $400.00

Full Page Full Color   $1,375.00

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

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

2 page center spread Full Color    $2,120.00

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

Guaranteed ad placement—Display rate plus 20% 

Classifi ed Rates
The classifi ed advertising section includes 

used aircraft, services and used equipment.

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

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

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

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

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

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

Full payment must accompany your advertisement.

Advertising Placement 
Ad Specifi cations, Scheduling and Contact Information

 
Trey Hughes 

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

Email: trey_hughes@sbcglobal.net

Send all ad materials to the Publisher:
140 Heimer Road

San Antonio, TX  78232

Publisher reserves the right to 
refuse or withdraw advertising.

Advertising Insertion Fees are required 
prior to production of publication. 

Electronic fi les only.
  Overall magazine size is  

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

Advertising Rates . . . 

Training Update...

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

Initial & Refresher by Appointment

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

Initial & Refresher with Mary Bryant at

St. Petersburg or Customer’s Location

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

Initial & Recurrent Training

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

Initial & Recurrent Training

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

Initial & Refresher Training with

John Mariani at any location

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 . . .
13th Annual Convention - October 15-19, 2003
St Augustine, Florida 

620-728-8634

   



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

Mirages, JetProp DLX and Meridians longer than any
other agency

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

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

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

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

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

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

Professional Insurance Management 
is a long-time member of 

The Malibu/Mirage Owners 
and Pilots Association. 



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

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

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

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


