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by Jeff Schweitzer

Letter from the Editor

Mystic Convention
This issue will hit the streets close to the 
time that we find ourselves heading 
off to Connecticut for the annual 
convention. I therefore do not know 
in writing this if you have already 
been to, or are about to leave for, the 
convention. I find myself facing the 
same dilemma as Marty McFly, the 
character played by Michael J. Fox in 
Back to the Future. The only difference 
between my plight and Marty’s, however, 
is that I have forgotten, for the moment, 
what happens in the future, leaving me 
at a disadvantage when writing about the 
convention. Confused? Well, I know I am, but 
that is increasingly common. In any case, like 
you, I will read the convention report in the next 
issue to relive the great moments at Mohegan 
Sun. I suspect we all enjoyed ourselves, 
if the meeting is indeed behind us that is, 
particularly those of us who did not lose too 
much at roulette. Or should that be, “will not” 
lose too much at roulette. I have a headache.

Attitude Indicator
I don’t need no stinkin’ AI, that’s what I 
always say. Well, not really, but unfortunately, 
my AI apparently has no particular need for 
me. Flying from Olathe, Kansas to Austin, 
Texas, my attitude indicator failed as I was 
climbing through FL190. My first hint was an 
uncommanded turn by the autopilot, which 
I immediately disengaged. A quick check of 
my turn coordinator and co-pilot’s AI made 
the cause of the problem apparent. Since I 
was not far from Hutchinson, I informed ATC 
of a change in plans and diverted to see 
Kevin Mead. The failure and remainder of the 
trip were uneventful. But this is the third time 
in 5 years my AI has gone belly up; the first 
two were in IMC. Partial panel training really 
does come in handy sometimes. So I have 
stopped trying to fight my fate and have just 
installed a third AI, this one endowed with its 
own internal battery that allows for one hour 
of operation independent of any other power 
source. I placed the unit where my ADF was, 
and moved that dinosaur to the co-pilot’s 
side. Why invest in more steam gauges 
when the rest of the world has moved to 
glass? Because, if you must know, I am stuck 
with my vintage panel until my investments 
in Merck, Enron, Pacific Gas & Electric 
Company, and Tyco yield a substantial return.

Dante’s Autopilot
Alas, a failing AI turned out to be only the 
start of my woes. As I was flying home from 
having my AI repaired, my autopilot suddenly 
commanded a pitch up while in level cruise. 
I disconnected, hand flew for awhile, then re-
engaged the autopilot. All was fine for about 10 
minutes, until George gave an uncommanded 
pitch down. Disconnect, hand fly, re-engage. 
I soon enjoyed an uncommanded roll to the 
left. So all right, I am a bit dense, but I figured 

my autopilot was no longer working. On my 
way down, just to be sure, I tried to see if the 
autopilot would hold a descent, but no, not even 
that. For those of you who read my whining in 
this column and actually remember anything 
I have said, this will all seem a bit familiar. Last 
year I had a similar problem. But the 2005 
version proved to be more intractable. Kevin 
Mead put a loaner computer in my airplane, 
and everything worked perfectly. Logic would 
dictate, therefore, that the problems were 
confined to the computer (not the servos, not 
the repaired AI, nor connections between the AI 
and the autopilot). My computer in, bad things; 
loaner computer in, all is well. One need not 
be a rocket scientist to figure out the problem 
lies in my computer. So Kevin sent my bad 
computer to King/Honeywell, who promptly 
declared that my autopilot worked perfectly. 
Hmmm. So they sent back the computer, 
which Kevin reinstalled. In the midst of all this 
I was due for an oil change as well, which was 
quickly accomplished. I took the newly oiled 
bird for a test flight, with the old computer 
installed, this time with Kevin as a witness. 
Lo and behold, the autopilot failed exactly as 
before. I did find comfort in the fact that my 
mechanic was willing to fly in a plane he just 
serviced, but that was the only positive thought 
I could muster. We put the loaner back in, took 
up the plane yet again, and everything worked 
perfectly. So we sent the computer back to 
King/Honeywell and said, “No, the autopilot in 
fact does not work.” What could be more clear?

Perhaps not surprisingly, King/Honeywell 
came back yet again and said the computer 
was just fine. I was getting that creepy “Hotel 
California” feeling in which I could check in 
but never leave. So I got irate, threw a tantrum, 
and insisted that King send a representative 
out so I could demonstrate the failure in flight. 
After some back and forth (this is a family 
publication so that is the most appropriate 
description), I was fortunate enough to have 
Tom Howard come out and fly with me.

Amazingly, the autopilot worked fine in pitch, 
even though it had failed consistently on the 

cont. page 8 
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Letter From the Editor
(continued)

last four flights. Frustrating beyond belief. 
However, the unit did fail in roll eventually 
(after two test flights), thereby proving I was 
not crazy. Well, at least in this narrow sense.

With that proof in hand, I flew to New Century 
airport to Kings Avionics (no relationship to 
King/Honeywell), left my plane there and flew 
home on a commercial bird. Dave Hayden, co-
owner of Kings, test flew my airplane and could 
not get the unit to fail, not even in roll, a failure 
we had just seen with a King representative on 
board. Defeated and frustrated, I arranged to 
pick up the airplane the following week. The 
day before my return to New Century, however, 
Dave flew one more time and saw the unit fail in 
roll, then saw the unit fail to capture a localizer 
and glideslope. Finally. So I delayed my return 
to Kansas and gave them more time to find 
and remove the Gremlin. The only problem: 
they could initially find nothing wrong on the 
bench. Ultimately, the technicians found and 
replaced two internal relay switches that were 
“squirrelly” and readjusted the rudder trim 
tab. Some resisters related to some internal 
logic switch were also replaced. That is all 
that was done. I picked up my airplane, flew 
home, and the autopilot worked perfectly. For 
now. But after one month of effort, and ten 
test flights, I wonder why all this has to be so 
difficult. Can’t my avionics just all get along?

JetProp Instead
In the previous issue, I reported that my 
1996 Mirage would be powered by a new 
Garrett TPE331-10 engine as soon as 
Maxima obtained the STC for the conversion. 
Events have conspired, however, to radically 
change my plans. None of us would be 
shocked to learn that the STC has not yet 
materialized. The Maxima team is working 
with diligence and dedication to gain FAA 
approval, and the Maxima engineers have 
made huge progress, with many successful 
test flights behind them. But inevitable 
delays have pushed back the schedule for 
approval. Unfortunately, my poor piston just 
could wait no longer, having been taken to 
the extreme limits of endurance. Good timing 
has never been one of my strong suits. As a 
consequence, I have shifted course and will 
now be installing a PT6A-21 with a JetProp 
conversion. My scheme to sell an ice-making 
machine in Antarctica did not bear fruit, so 
I could not afford the dash-35, the Pratt & 
Whitney equivalent of the Garrett dash-10. As 
a consequence, I am spending considerably 
more for much less engine. On the other 
hand, I remove any uncertainty about the 
STC and have the benefit of buying a proven 
product tested by time. As in life, everything 
in aviation is a compromise. I will deliver my 
plane to Spokane on July 5, which should 
allow the project to be completed in time 

for me to fly my new machine to the Groton 
convention. Ah, the smell of kerosene.

Embarrassment of Riches
Recent times have seen an embarrassment 
of riches in the number of high quality articles 
submitted to me for publication. Apparently 
the cover controversy has led to article 
proliferation. In order to accommodate the 
growing body of content, this issue presents 
two feature articles. The first, by Rich Ames, 
delves into practical details about aircraft 
maintenance records and electronic logbooks. 
Rich raises important issues relevant to all 
pilots and offers solid advice on how to meet 
our record-keeping obligations as aircraft 
owners. The second feature, written by 
Robert Mills, describes the first half of his 
33 day adventure in circumnavigating the 
continent of South America. The story and 
photos are true page turners. The second 
half of the story will be presented in a 
subsequent issue, marking the first time we 
will end a story with “to be continued” between 
installments. I am leery of multi-part stories 
in a quarterly publication, but I consider this 
an experiment worthy of at least one try. As I 
know some of you are not shy about giving 
me feedback, let me know what you think. 
Perhaps the biggest benefit to our readers: I 
am cutting short my Letter from the Editor to 
make more room for better prose by others.
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The View from Vero Beach
New Glass for The Meridian
by Chuck Suma

Piper Perspective:

President
The New Piper Aircraft, Inc.

Chuck Suma

Since I last had a chance to give you a status 
update in this column, we continue to move 
ahead positively. Our dealers report that 
the market is strong and that interest in the 
new Avidyne Entegra-equipped Meridian 
is robust. By the time you read this, we will 
be seeing pilot reports about the Meridian 
in all the major aviation publications, as 
well as getting ready to make some new 
announcements about upcoming products.

As many of you know, we have been working 
hard to move our organization to the next level, 
and I am pleased to say that we have promoted 
John Cantlin to the newly-created position of 
Vice President/Chief Operating Officer of The 
New Piper Aircraft, Inc., reporting directly to me. 
John is responsible for the day-to-day operation 
and oversight of Manufacturing, Engineering, 
Sales and Marketing, Customer Support, 
and Financial functions at the company. 

John joined Piper last September as Chief 
Financial Officer and has been instrumental 
in helping us develop plans for our business 
subsequent to the hurricanes. His background 
includes CFO and General Management 
positions in several public and private 
manufacturing companies. His early career 
experience includes line production supervision 
and materials management positions. John 
holds a BSME in Mechanical Engineering from 
Lehigh University and an MBA concentrating 
in Finance from Columbia University. 

Immediately after the hurricanes, and until 
recently, the company was literally in what I will 
call a Survival Phase. During that period the 

Piper staff, John, and I worked closely together 
to clarify and quantify post-hurricane options 
and direction. The Survival Phase is now behind 
us, and our Board of Directors has signed 
off on our short- and long-term strategies.

We are currently in what I will call the Stabilization 
Phase. The goal of this phase is to meet our 
sales and financial targets, which I am happy 
to say we are, to preserve the agreed upon 
flow of investment capital, and to demonstrate 
credibility by achieving what we said we 
could do. As I write this, we are efficiently 
producing and selling about 25 airplanes 
per month (which is our best level since 9/11 
and the recession), and we have brought our 
workforce back almost to the 1,000-person 
level that we employed prior to the hurricanes.

By the time you read this, we will be well 
on our way to what I see as our Growth 
Phase, which will be further refined between 
now and year’s end, and implemented 
in the following five years. The plan will 
include a clear definition of Piper’s future 
product offerings and product features, an 
engineering plan to redesign our products to 
enhance market appeal and cost efficiency, 
a manufacturing plan, and a facilities plan.
 
At the end of the day, we are strong because 
of you, our loyal customers. I hope you know 
how very much your support means to us, 
and how much the men and women of Team 
Piper truly value being able to make our fine 
aircraft for you, your friends and your families. 



Fall 2005 10 M•MOPA

Douglas Leet

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

by Doug Leet

Note from the President

As my term as President winds down, I would 
like to offer members some parting insights 
into the work done by the MMOPA Board. 
The annual Board meeting is typically held 
in spring, with two primary goals: first, to 
discuss any ongoing concerns or those we 
might anticipate for the smooth operation of 
the organization, and second, to finish our 
planning for the fall convention. Traditionally, 
the Board has held the spring meetings at the 
same venue as that year’s convention. This 
year, however, logistics proved difficult, and 
we were unable to get all Board members 
to Groton, Connecticut, at the same time 
during the narrow window we had available. 
Instead, we held the meeting in Colorado 
Springs, the site of the 2006 convention. 

Herding Cats
We typically arrive Friday evening. A few 
of us sometimes get to the destination 
early enough for an informal dinner or 
drinks, the latter sometimes substituting for 
dinner as well. By late evening the entire 
herd is usually gathered together: eight 
Board members, Bill Alberts, Russ Caauwe 
and any special guest or guests invited to 
address a particular item on the agenda.
  
Saturday between 7:00-7:30 am, we gather 
in a meeting room with a small breakfast and 
a good supply of much-needed coffee. The 
agenda has previously been sent out 1 to 2 
weeks earlier. Bill Alberts and Jim Yankaskas 
start with the day’s agenda and we all give 
our opinions and thoughts about how to 
structure our discussion. The convention 
consumes a great deal of time and effort, 
taking up most of Saturday, for we must 
review the physical layout and orchestration 
of the annual meeting, including the plenary 
sessions, breakout rooms, logistics, food, 
transportation, academic programs, invited 
speakers, registration, budget, companion 
tours, evening entertainment, the auction, 
and airport day, to name just a few of the 
issues. By the time the Board has gathered 
for this meeting, Bill has already spent 
untold hours in convention planning. Bill 
reviews what he has accomplished in the 
negotiations with the hotel, and discusses 
any changes that might be necessary. 

Each convention is unique, and while we can and 
do build on past experience, every convention 
presents new challenges. Each convention 
is organized around a major theme, and we 
strive to introduce new and pertinent material. 
We examine closely what we must do to make 
the conventions better with each passing year. 

Lion’s Share
Lunch provides a welcomed but short break, 
after which we return to the planning meeting. 

We still must discuss airport logistics for 
arrivals and departures, which is a topic unto 
itself. We need to nail down who will meet 
and arrange airplanes, what amenities such 
as food and rental cars will be available, what 
transportation will be provided to the hotel, 
and how and when fueling will be done. Larry 
Johnson has done the lion’s share of airport 
planning in the past. He has set a high standard, 
and his work has been truly exemplary. 

Mona Rathmel brings us up to date on the 
activities of the Malibu Mirage Training and 
Safety Foundation. We discuss the foundation’s 
planned agenda for the coming year and vote 
on the degree to which, if any, MMOPA will 
continue to fund this extraordinarily successful 
program. Richard Geist reviews MMOPA’s 
Bylaws and any proposed changes therein. 
Again, we discuss issues raised and vote if 
any changes are to be made. Jeff Schweitzer 
is pulling arrows out of his “bum” while we 
discuss the MMOPA Magazine, including 
any criticisms he might have garnered. The 
publication is a great asset to our organization. 
All this time, Richard Bynum watches and 
injects his own special brand of humor in a way 
that always makes an important point. Lew 
Donzis discusses the options for upgrading the 
website. Everybody actively participates, and 
we have yet to have anybody nod off or drool.
 

Late Break
Late in the afternoon, we break and plan a 
dinner meeting starting around 6:30 pm. Our 
work continues, though in a more informal 
atmosphere. We have a nice meal together, 
then plop back to our rooms by 11:00 pm. I am 
anxious to get to bed, because I have an early 
morning flight back home. Typically, that means 
an o’dark-hundred departure from the hotel. 
  
In late fall, we usually have a telephone 
conference to discuss the recently-concluded 
convention while the event is still fresh in our 
memories. We rarely spend less than 2 hours on 
this call. My ear starts to ache, and I sometimes 
have to fight to pay attention after a long day in 
the operating room. There is no glamour in any 
of this. I can tell you from firsthand experience 
that the Board works hard, all on donated 
time taken out from busy work schedules, 
to bring “y’all” the best organization and the 
best convention possible. We take satisfaction 
in doing a good job. But next time you see 
a Board member at a meeting, you would 
be kind to walk over and say “thank you.” 
Personally, I can not thank enough the other 
members of this Board. MMOPA is fortunate 
to have such capable people at the helm.
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Note from the President
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Jim Yankaskas

Aviation News
by Jim Yankaskas

Flying Safety 
This has been a good quarter for general 
aviation as a whole, but also for my personal 
flying. I am happy to note that between March 
16 and June 30, 2005, NTSB listed no new 
accidents, and only one PA-46 incident. On 
the personal side, I have enjoyed the unique 
benefits and utility of general aviation, and 
the Malibu in particular, on several trips 
these past few months. These excursions 
in personal aircraft offer, at least to me, a 
vivid reminder that our love for aviation truly 
does have a practical side. I am veering 
a bit from the normal format to bring you 
a brief description of one of these trips. 

Family Affairs
I was scheduled to be a visiting professor at 
a major Detroit medical center for two days 
in late April 2005. Since rain always pours, 
my daughter Lyndy scheduled elective 
out-patient arthroscopic surgery, near her 
home in Boston, two days before I was due 
in Detroit. My wife Bonnie went to Boston a 
short time prior to Lyndy’s surgery to visit, and 
then to help Lyndy during the early recovery 
period. At the same time, my daughter Jill 
was shopping for a new automobile, and 
she requested that I accompany her to buy 
the car in Lexington, MA. Jill also offered 
the possibility that I could fly her from New 
Haven to Boston, or from Baltimore to Boston 
to meet up with the family as an additional 
bonus. She would call me in Detroit with 
the details. What a set of opportunities!

My flight to Detroit was easy and uneventful. 
I landed at Detroit City Airport (DET), which 
offers light traffic and comfortable facilities. 
This airport has been only sparsely used since 
Detroit Metropolitan Wayne County (DTW) 
developed into the region’s major airport. 
Jill wound up canceling her potential trips to 
Lexington, New Haven and Baltimore, so when 
I was done in Detroit, I made a direct flight 
from DET to Norwood, MA (OWD), all the while 
enjoying a 40 knot tailwind at FL210. My rental 
car was waiting 100 feet from where I parked 
N4372B. Lyndy’s surgery was successful, 
and she was recovering quickly. Bonnie, 
Lyndy and I enjoyed some good meals and 
warm visits with friends in Boston, the city in 
which my wife and I had met and courted. 
While we were in Boston, Jill called us with 
another proposal: meet her the next day at 
Camden County Airport in New Jersey (19N) 
to look at a different car. After all, what are 
airplanes and parents good for, if not for that? 

The weather was good, so we flew VFR at 
14,500 via direct Deer Park VOR (DPK) direct 
19N. ATC was helpful with radar advisories, 
routing us over Kennedy (JFK). Descending 
over New Jersey the controllers kept us above 

10,500 due to numerous inbound airliners 
at 10,000. We saw them all, and were finally 
cleared to descend when we could assure 
visual separation from a Boeing 757 that 
passed our 3 o-clock position at about 2 
miles. We landed at Camden County Airport 
just as Jill was pulling into the parking lot. Jill 
indeed did find and buy a car. She drove back 
to New York in her new vehicle while Bonnie 
and I enjoyed a Malibu flight to our home 
base at RDU. Only in a personal airplane 
could such a useful and fun itinerary even 
be contemplated, let alone easily executed.

Spar Incident
The NTSB website contains preliminary 
and final accident reports, as well as other 
information useful to pilots interested in safety. 
I have bookmarked the site (http://www.
ntsb.gov/NTSB/query.asp) for regular visits 
to keep abreast of our fleet. The site is also 
useful as a tool to improve my own safety. As 
mentioned earlier, the last quarter included 
only one incident report, but a serious one. 
A cracked wing spar cap was detected 
during inspection of a high-time PA-46, with 
an interesting history of low altitude use 
(see report below). This problem is serious 
and potentially catastrophic. Kevin Mead, 
MMOPA’s maintenance consultant, has never 
seen such a defect. He did talk to the owner 
and the mechanic of the aircraft in question. 
He thinks the spar cap damage may relate to a 
combination of high time and regular exposure 
to turbulence during low altitude missions. The 
preliminary NSTB report follows. I plan to keep 
flying high and in smooth air whenever possible.

Aircraft: Piper PA-46-360P (sic), registration: 
N27PG. Incident occurred Thursday, June 
02, 2005 in Tacoma, WA. Injuries: 1 Uninjured.
 
On June 2, 2005, at 0611 Pacific daylight time, 
the NTSB Northwest Regional Office was 
notified via email that a significant crack had 
been found in the right wing spar lower cap 
of a Piper Malibu PA-46-360P (sic), N27PG, 
during an annual inspection at Tacoma 
Narrows Airport, Tacoma, Washington. The 
crack in the spar cap, which had progressed 
through approximately 80 percent of the 
horizontal surface of the cap, was discovered 
in a follow-up inspection by maintenance 
technicians of PAVCO Flight Center, after they 
had found loose lower wing skin rivets directly 
below the area where the crack was located. 
The aircraft, which previously had been used 
by Pacific Gas and Electric Company (PG&E) 
for low-level visual observation patrol, had 
accumulated over 5,200 hours on its airframe. 
The current owner, who has operated the 
aircraft for the last five years, stated that 
he was not aware of any significantly hard 
landing since he had purchased the aircraft. 

http://www.ntsb.gov/NTSB/query.asp
http://www.ntsb.gov/NTSB/query.asp
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A review of the log books did not show any 
indication of other airframe damage from 
any previous hard landing, and there was no 
other entry that indicated that the aircraft had 
been involved in any accidents or events that 
might be expected to have produced such a 
crack from a one-time overload. The wing spar 
lower cap will be removed from the aircraft 
and submitted to the NTSB laboratory to 
determine the extent and mode of the failure.

Flights to Groton Through 
the Northeast Corridor
The academic program for the 2005 convention 
in Groton, Connecticut, as well as our airport 
day, invited speakers and a diverse menu of 
social events, are all shaping up to be the best 
ever. To help get you there, I would like to offer 
some practical tips for dealing with ATC when 
you fly to and from the Groton New London 
Airport (GON), the host field. I feel comfortable 
offering this advice because I have had the 
opportunity to fly innumerable times through 
the northeast corridor over the past 40 years 
and have come to know the region relatively 
well. Hopefully, these tips will help make your 
trip to the convention easy, efficient and fun. 

GON is located in eastern Connecticut near 
Long Island Sound. Some pilots may be 
concerned about dealing with ATC in this 
fairly busy airspace. ATC procedures here 
are the same as in the rest of the country. 
As in other busy spots, controllers seem to 
value precise flying and concise and accurate 
communications more than ATC personnel in 
less congested parts of the country. As usual, 
careful planning and good cockpit resource 
management can make your flight to Groton 
seem like your most routine walk in the park. 

Approaches to Groton
You will reach GON, which has a part-time 
tower, through Providence Approach Control. 
The field is served by one ILS, two VOR-or-GPS 
approaches, and one GPS-only approach. 
No STARS or SIDS are published. As a 
result, you should file to the most convenient 
initial approach fix (IAF), both in and out. 
Coming from the southwest, I plan to file to 
Hampton VOR (HTO), located on the eastern 
end of Long Island. Reasonable choices 
from the west-southwest, northwest, north, 
and northeast would include, respectively, 
Calverton, NY (CCC), Madison, CT (MAD), 
Norwich, CT (ORW) and Providence, RI (PVD). 
Of course you will want to study the airport 
diagram, approach plates, routes and area 
charts as an essential part of flight planning. 
Despite such preparations, ATC may clear you 
to a fix unfamiliar to you. In such situations the 
autopilot is an excellent aide. Also, controllers 
are good at spelling the identifier or giving 

initial vectors while you locate the fix. I have 
learned to keep my low- and high- altitude 
enroute charts and sectional charts opened 
to the area in which I am flying, and close 
at hand in the cockpit. The standard IFR 
procedures work well just as we all learned.

Over Water
The straightest route for me to GON follows 
J121 from Snow Hill, MD (SWL) to Hampton, 
NY (HTO). This airway passes about 39 nm 
southeast of Kennedy (JFK), avoiding New York 
City Class B airspace. This route provides for a 
nice view of the New Jersey and Long Island 
beaches from the ocean side. On that particular 
route, if I stay at or above FL200, my Malibu is 
always within gliding range of a usable airport. 
I do not mind bucking a significant headwind 
at altitude for that extra safety margin.

Over JFK
You can actually fly right over JFK, but of 
course you must comply with current ATC 
policies. Low altitude east- and west-bound 
IFR flights are routed on V16 between Coyle, 
NJ (CYN), JFK, and Deer Park, NY (DPK) at 
7000 feet or lower. A potential disadvantage 

is that speed restrictions may be issued to 
maintain horizontal separation. Following 
a 100 knot fixed-gear airplane can be an 
exercise in frustration. I have only taken the 
low-level route once since I transitioned from a 
Mooney to the Malibu. At high altitudes, many 
jet airways cross JFK, so speed restrictions are 
not typically a problem higher up. In good VFR 
weather, you can over fly the Class B airspace 
above 7000 feet. As noted above, New York 
approach is great at providing traffic advisories. 

Other Options
Sometimes you may just be in the mood to 
minimize the workload. Many of my former 
students routinely circumnavigate the New 
York Class B airspace. That is easy to do, and 
has the advantage of potentially offering greater 
flexibility in weather avoidance, not to mention 
better sightseeing opportunities. Fortunately, 
the speed and range of our airplanes give 
us plenty of choices. I look forward to 
seeing you at the Groton Convention, and to 
hearing your stories of flying in the northeast.
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Trey has been a professional pilot since 
1971. During the first sixteen years, Trey 
saw duty as an instructor, charter and 
then corporate pilot flying a variety of 
aircraft, including the Cessna 310, 340, 
414, 421 and 425; Beach Baron and 
King Air and Cessna Citations. He left 
corporate life in 1987 when he joined 
the staff at FlightSafety San Antonio 
teaching in the Mooney, Merlin/Metro, 
TBM 700 and Cessna Citation 500 
Series aircraft. After retiring from FSI 
in 2001, he became the Executive 
Director of the Mooney Aircraft Pilots 
Association. In 2002, Trey and his wife 
Lela founded Flight Training Inc. in San 
Antonio, Texas and secured a contract 
to provide transition training for all 
the Mooney Airplane Company new 
aircraft deliveries. Later that same year, 
FTI branched out to include the TBM 
700, in which Trey has over 1800 hours 
teaching. Trey has more than 8000 
hours of flight time and holds an ATP 
with CE500 Type, a CFII and MEI ratings.

by Trey Hughes

TBM700 Insights

Trey Hughes 

Into A Box

Foggy Thinking
The airplane was fueled to capacity and placed 
in a heated hangar about one hour before 
departure. The instrument rated pilot obtained 
a weather briefing, filed an IFR flight plan, 
and obtained an IFR clearance. Low ceiling, 
reduced visibility, and ice fog prevented 
control tower personnel from observing the 
takeoff. Radar (NTAP) and on-board GPS data 
indicated the airplane began drifting to the 
left of runway centerline almost immediately 
after takeoff. The airplane made a climbing left 
turn, achieving a maximum altitude of 7,072 
feet and completing 217 degrees of turn, 
before beginning a descending left turn. The 
airplane impacted terrain on airport property.

Au topsy / tox ico logy  p ro toco l s  we re 
unremarkable. There was no evidence of 
pre-impact failure/malfunction of the airframe, 
powerplant, propeller, or flight controls. The 
autopilot and servos, pitot-static system, and 
flight instruments were tested and all functioned 
satisfactorily. The pilot’s shoulder harness 
was found attached to the seatbelt, but the 
male end of the seatbelt buckle was broken.

The National Transportation Safety Board 
determines the probable cause(s) of this 
accident as follows: the pilot’s spatial 
disorientation, which led to his failure to 
maintain aircraft control. A contributing factor 
was the pilot’s decision to intentionally fly 
into known adverse weather that consisted 
of low ceilings, obscuration, and ice fog.

Decision-making Skills
Many aviation writers, educators and evaluators, 
myself included, have taken up a crusade to 
improve decision-making skills among pilots. 
While many pilots conscientious about safety 
complete periodic refresher training courses, 
few adequately consider the mental aspect 
of the game. When I was younger, and my 
career path was leading me more toward the 
gentleman’s game of golf, my wise and sage 
old high school coach once gave me valuable 
advice. He told me that most players who try to 
improve their game do not realize that golf is 
95% mental, 5% physical, and 5% luck. Math 
was apparently not his strongest subject, but 
the point was well taken. Flying is much the 
same. This month I would like to give you 
some tools that you can use to improve that 
important 95% portion of the safety equation.

Some Sort of Popsicle
The airlines, military and large corporations 
who operate sophisticated and complex 
turbojet aircraft learned long ago that the 
biggest risk in aviation was the “jerk on 
the stick.” The pilot alone has the greatest 
control over the safety of a given flight, 

and most unpleasantries are caused by 
poorly made or delayed pilot decisions. 
Professional aviators have addressed this 
reality by changing the way that the day-to-day 
business of flying is conducted, and by using 
new methods to train crews. Professionals 
have Standard Operating Procedures (SOP) 
that anticipate most of the parameters in 
which each flight will be operated. Rules and 
standard procedures aid the PIC in his or her 
decision-making, removing most if not all of 
the gray areas from each task or situation.

The FAA has also recognized the weak link in 
the cockpit, leading to a focus on Aeronautical 
Decision Making (DM) when administering a 
check-ride or proficiency check for professional 
pilots. The FAA knows that flights become 
safer when human factors are removed from 
the equation. Yeah, the truth hurts, but there it 
is. The government has therefore incorporated 
training philosophies that reduce the human 
error element. One approach is to accelerate 
the acquisition of higher-level judgment and 
decision-making skills in pilots and crews of 
high performance aircraft. That academic-
sounding goal is accomplished in reality in 
part by understanding the importance of 
pattern recognition in a flight crew’s success 
or failure. Government gurus have learned that 
experienced pilots more quickly discern when 
things are about to go bad when they see 
recognizable patterns previously encountered. 

These basic concepts have had a major 
impact in enhancing the safety record of large 
corporate aircraft by improving pilot decision-
making processes and skills. We can achieve 
a higher level of safety in our own aircraft 
operations if we apply the same concepts, that 
is Scenario-Based Training (SBT) and Single 
Pilot Resource Management (SRM), to the 
TBM 700. I have mentioned these acronyms in 
the past, but a more detailed review is in order.

Scenario-Based Training
I discussed the concept of SBT in some detail 
in the spring 2005 issue. But I want to revisit 
the subject, from a slightly different angle. This 
is a concept that I have applied since my days 
teaching at FlightSafety International: “train as 
you fly, fly as you train.” We are likely to repeat 
things out of habit. If we develop good habits, 
these, and not the bad ones, will be repeated. 
This applies to how we fly, too. Flight training 
should follow real-life scenarios to encourage 
good pilot judgment and decision-making, 
and to allow each pilot to recognize situations 
where these may fall short. By making the 
training reflect the way a pilot really operates 
his or her aircraft, the lessons learned will 
quickly transfer to the way a pilot flies. This is 
what I call “Mission Oriented Training” (MOT).
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During SBT, the student is responsible for 
planning and executing a given scenario. The 
instructor may pick the routing, but the student, 
armed with the given tasks, will plan, preflight 
and accomplish the mission with or without 
additional instructor input as appropriate. This 
approach introduces situational evaluation, 
risk management and decision-making 
early on as a flight progresses. With this 
method of training, the student has more 
control over the learning process as he 
stays active throughout the scenario. SBT 
allows the instructor to evaluate a student’s 
progress in the harsh light of real world flight.

Single-Pilot Resource Management
SRM is generally defined as, “the art and 
science of managing all resources (on-
board and outside the aircraft) available 
to a single pilot, prior to and during flight, 
to ensure that the successful outcome 
of the flight is never in doubt.” While the 
definition is a bit convoluted, SRM is simply 
all about managing the unique situations 
inherent to flying as we encounter weather, 
traffic, aircraft malfunctions and passengers. 
SRM encompasses Aeronautical Decision 
Making (DM), Automation Management 
(AM), Task Management (TM), Situational 
Awareness (SA), Risk Management (RM) and 
Controlled Flight into Terrain (CFIT) avoidance.

As pilots, we must constantly evaluate our 
flight situation and reflect on past actions as 
we make current decisions. By consciously 
reviewing a flight’s progress, as well as our 
past decisions and previous adjustments to 
the reality of flight, we avoid forcing ourselves 
into a box from which there is no escape. 
Bad things in an aircraft, like accidents, do 
not often result from one poor decision. 
Instead, accidents usually follow a series of 
circumstances or decisions, each individually 
of small significance, yet overwhelming 
when strung together in a long chain. 

Training Aids
The FAA has developed some training 
aids that we use to help TBM 700 pilots 
develop better SRM techniques aimed 
a t  i m p r o v i n g  d e c i s i o n - m a k i n g .

SRM 5P CHECK
One tool that I use is the “5P CHECK.” 
T h i s  c o n s i s t s  o f  e v a l u a t i n g  t h e :

• PLAN
• PLANE
• PILOT
• PASSENGERS
• PROGRAMMING

For each flight, we establish several 
“Decision Points” where we evaluate the 

5P’s. These Decision Points are; pre-flight, 
pre-takeoff, mid-point, pre-approach and 
pre-landing. At each decision point in 
the flight, we check each “P” for relevant 
information and review any previous 
decisions dealing with this information.

Plan
• Weather?
• Route?
• Publications?
• ATC Delays or Re-routes?
• Fuel Remaining?

Plane 
• Mechanical Status?
• Automation Status?
• Database Currency?
• Circuit Breakers?
• Backup Systems Status?

Pilot 
(Note that this is the FAA’s 
IMSAFE checklist)

• Illness?
• Medication?
• Stress?
• Alcohol?
• Fatigue?
• Eating?

Passengers
• Are they PILOTS or NON-PILOTS?
• Nervous or Quiet?
• Experienced or New?
• Helpful or Handful?
• Is the flight Urgent or Optional?
• Is the flight Business or Pleasure?

Programming 
• Preprogramming the

❚  Autopilot?
❚  GPS?
❚  MFD/PFD?

• Anticipate
❚  Likely re-routes 
  and clearances?
❚  Crunch points?
❚  Manual backups?
❚  High Terrain?

• Question
❚  What’s it doing?
❚  Why is it doing that?
❚  Did I do that?

In accomplishing the 5P’s, we should 
consider the following: “What is the 
situation?” 

❚  What has changed since the last 
GO/NO GO decision?

❚  What negative outcomes are we now 
exposed to?

❚  What can we do to minimize the 
increased risk associated with 

these outcomes?
❚  Use automation to reduce workload 

or increase awareness if possible.
❚  Use MFD to maintain terrain 

awareness if possible.
❚  Use passengers to share workload or 

monitor environment if possible.
❚  Request from ATC – 

• A simpler approach
• Single frequency approach
• Vectors to final
• Declare minimum fuel if 

appropriate
• Ask for altitude/routing 

change
• Turn down difficult ATC 

requests
❚  Prioritize tasks – 

• If we can’t do everything well, 
at least get the important 
things right.

• What are they?
• What can we “shed”?

❚  Is the resulting task acceptable?
• Would I have taken off 

knowing this was going to 
happen?

• If not, divert/terminate the 
flight early.

By checking the “5P’s” at each decision point, 
we reinforce our previous decision or have the 
opportunity to re-think a decision that may 
make less sense under new circumstances. 
This constant evaluation of our decision-
making process is what will reduce human 
error. Increasing our higher-level thinking 
skills will make us all better pilots, and will 
hopefully reduce the chance for any accidents.

Final Evaluation
At the completion of each and every flight, the 
PIC must evaluate the overall mission with a 
special focus on the 5P’s. He or she should 
examine each choice made at critical decision 
points. Assuming that this evaluation is done 
in the comfort of the FBO or at home, and 
not from a hospital bed, the flight can first be 
considered a success. After all, the destination 
was reached safely. However, evaluating 
decisions made during any given flight must 
go beyond that simple conclusion. There are 
great decision, good decisions, mediocre 
decisions and bad decisions. We should all 
strive for great decisions, attempt to reduce 
those that are just OK and avoid entirely 
those that are bad. A realistic evaluation 
of each flight and the decisions we made 
will help us build the “pattern recognition” 
skills that are so helpful to improving safety.
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by Robert Conrad

Views from a JetProp
SOLD!!!

Robert Conrad

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

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

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

I Was Just Scratching My Ear
As the recent cover controversy in this 
magazine has vividly reminded us, two years 
ago Bill Alberts auctioned off two trips at 
$8,000 each to the TBM factory in Tarbes, 
France. The fortunate few to win the bid earned 
the honor of sitting right seat in a new TBM 700 
being ferried from France to Florida. Last year, 
in a show of solidarity with MMOPA’s efforts 
to raise funds, I hoisted up the auction card 
to keep the action going when the highest 
bid hit $4,000 for this same trip. My wife 
Nancy was enthusiastically pushing me on, 
and was solidly behind the idea of actually 
winning. As the bidding got hot, I innocently 
scratched my ear, with the auction card in 
hand. SOLD! What? I suddenly became the 
proud owner of a ride across the Atlantic in 
a new bird. Given that the trip across was 
described in detail in a previous issue, along 
with some subsequent fireworks, I will just 
hit a few highlights. This is a story about my 
little adventure across the ocean. And no, 
I was not serious about the ear scratching.

Short Notice
Not being fond of subzero temperatures, 
I decided to wait patiently until spring for 
good weather to redeem my coupon. Earlier, 
I was informed that only short notice for the 
trip could be given, so I had my bags ready 
to go. One Tuesday just past noon the call 
came in, requesting my presence at the 

airport by 2:30. I picked up my ticket at the 
Air France ticket counter. The agent assigned 
me seat 1K, first class, first row, window seat. 
Glancing nonchalantly at the ticket price, 
I realized that Socata had already spent 
more on me than I had spent at the auction.

My flight took me from Cincinnati to Paris, and 
then on to Pau. That quaint city is located at 
the southern tip of France, nestled against 
the Pyrenees mountains that border Spain. 
A short ride from Pau took me to the Tarbes 
factory. Upon my arrival on Wednesday 
morning, Philippe de Segovia offered me a 
complete tour of the facility. One could not fail 
to be impressed by the precision equipment 
used to form metal, punch holes and create 
huge parts. Socata is contracted to do 
subassembly work for Airbus and Falcon Jet, 
and the factory’s Composition Department 
reflects that business. Workers tend to stand 
when assembling components, giving the 
impression that they are building rocket 
ships on a Sci-Fi movie set. Watching aircraft 
assembly gave me the feeling of being in a 
Big Ben precision-clock factory. The history 
of this factory, and much more, is detailed 
in a book that Philippe has published on 
the Eads Socata story, dating back to 1913. 
He graciously gave me a copy. The book 
is a real treasure trove of aviation history.

Playing Tourist

The green room

Building the fuselageBuilding composite panels
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That afternoon I decided to venture out on 
my own to Lourdes. I spent the rest of the 
day at the shrine, where I saw countless 
people in wheelchairs on a pilgrimage to 
the famous healing waters. The scene made 
me stand back and count my blessings.

With my success at playing tourist, I was ready 
the next day to venture further from home, 
since I would be on my own until dinner. Pic 
du Midi, a large observatory perched high in 
the Pyrenees Mountains, caught my eye as a 
worthy destination. With broken English and 
a game of charades, the hotel owner gave 
me a map and outlined the route. Upon my 
arrival I learned that Pic du Midi is in fact a 
world-class ski resort, with a base at 9,000 
feet. From the ski area, a series of cable cars 
whisk enthusiasts up to the observatory, home 
to the Bernard Lyot Telescope. The facility 
became famous through its collaboration with 
NASA during the Apollo missions. Amazingly, 
I actually returned to the hotel in time for 

supper without making any wrong turns.

Stephane invited me to supper at the Saux, 
where I was staying along with Dominique 
Deschamps, the ferry pilot. Well into a 
delightful meal of local duck, Dominique 
mentioned that he was a test pilot for Airbus. 
But he loves to fly the TBM 700 on the side, and 
these ferry trips offer the perfect opportunity. 
Dominique is currently assigned at Airbus to 
the monstrous new A380. The time I would 
spend with Dominique over the next two 
days would reveal a special and skilled pilot 
who always stayed well ahead of the airplane. 

Pay As You Go
Friday morning’s weather was overcast, with 
a 1000 foot ceiling. Dominique had filed an 
IFR flight plan the previous night for an 8:00 
am liftoff. Unlike the United States, flight 
plans must be filed at least two hours prior 
to departure, so filing the night before is 

common practice for an early morning flight. 
We arrived at the airport about 6:30 to pre-
flight. Dominique used the limited facilities 
available at the airport to obtain weather. At 
7:00 am he called the tower to see if we could 
move up our departure time. The answer 
was a quick “no.” The timeframe for an IFR 
slot is 10 minutes. If missed, the flight plan 
vanishes. Also, when filing you must supply 
detailed routing with airways. If the computer 
does not accept your routing, or you make a 
mistake, the plan is thrown out. You only learn 
this little tidbit of useful information however 
when you try to open the now non-existent 
plan. All of these systemic idiosyncrasies 
arise from the fact that Europe has privatized 
ATC. In this brave new world, you pay for 
every ATC service, with each charge rigidly 
defined and enforced. For example, shooting 
an approach costs $25 to $35. For those 
interested in privatizing the system in the 

Forming metal panels

Dinner with Stephane and Dominique 
the night before departure

cont. page 20 

Refueling at Nuuk, Greenland

Dominique claims that Reyjavik’s bright 
colors cheers people up in the winter
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Views From a JetProp
(continued)

The Pic du Midi Observatory

Iceland 
geothermal 

hot spring

Early warning radar station in the middle of Greenland’s Ice Cap. 
Used during the cold war, it appears to have been abandoned.

Le Relais de 
Saux, the bed 
and breakfast 

where I stayed

View from 
Pic du Midi

The cable car 
ride up to 

Pic du Midi
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U.S., I would recommend a short stay in 
Europe. There you can experience the benefits 
of short IFR slot times, inflexible routing, 
and high charges for mundane services.

Up and Away
At 7:20 am, Dominique got a call from the tower 
that a slot just opened up. Did he want it? We 
ran about 1,000 feet to the airplane and quickly 
jumped in. Dominique called the tower and 
asked for permission to start the engine. As 
soon as the engine spooled up we were taxiing 
and going through the checklist. Dominique 
started to program the Garmin 530 as we 
approached the hold line, but the tower cleared 
us for an immediate take off. While all this 
seemed rushed, Dominique was cool, collected 
and completely thorough the entire time.

As we entered the clouds, heaven bound, I 
thought of the faith we put in the people who 
build our airplanes. Confidence in the TBM 
700 is well-placed, given the airplane’s history. 
In our particular case, we saw no squawks in 
our two days of flying. All systems worked 
perfectly. Turning north we headed out over the 
English Channel on our way to Wick, Scotland 
for a fuel stop. The Scottish controllers were 
a jolly bunch. We landed at Wick in the rain 
(no surprise) and prepared for flight over the 
open seas. Dominique went through all the 
emergency equipment and survival gear with 
me, and then we suited up for the voyage. 

Fjords: Quality is Job One
Our next stop was Reykjavik, Iceland. From 
there, Dominique changed our flight plan 
so we could fly over the Greenland ice cap. 
We had tremendous luck with the weather: 
we passed over the east coast of Greenland 
in clearing skies. Dominique descended to 
9,000 feet msl, or about 1,500 feet above the 
ice. We flew for 350 nm at this altitude, guided 
by the radar altimeter. As we approached the 
west coast, we could clearly see where ice 
had formed fjords by cutting away land when 
falling into the sea. We flew down the fjords 

Bob in a wet suit at Nuuk, Greenland

Departing Scotland for the open North Atlantic

cont. page 22 

View of the impressive panel
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Views From a JetProp
(continued)

Bob at Reyjavik, Iceland That’s me

toward the sea, then turned north to Nuuk for 
our pit break. From Nuuk we headed toward 
Goose Bay, Canada where we spent the night.

Like A Rock
I was impressed by the environmental system 
in the airplane. Under all outside conditions 
the interior remained comfortable, and we 
saw no condensation. The workmanship and 
attention to detail are impressive. All fixtures 
are machined for a perfect fit. Performance is 
even more impressive. Red line is 266 knots. 
We normally descended at 2,000 ft/min, 
with cruise power set at 260 knots. Even as 
airspeed increased, we detected no change 
in noise level nor felt any other physical 
clues, such as an increase in vibration. The 
ship is built like a rock, providing a stable 
platform with no surprises. Controls are 
surprisingly light. Dominique was kind enough 
to hand me the controls for most takeoffs 
and landings. This is a wonderful airplane.

Socata has raised significant cash for our 
association through their donation to the 
auction. I would like to personally thank 
Socata for their generous gift and for the 
opportunity to fly the northern route from 
Europe. Finally, please do not beat up on the 
editor for allowing me to publish this article.

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

by David Coats, MD

Coats Corner

David Coats, MD 

Heraclitus, an ancient Greek philosopher 
who lived about 2500 years ago, once said 
that “nothing endures but change.” This idea, 
that change is constant and relentless, can 
be seen by the explosion of technologies in 
the last century, and more so by the rapid 
advances in avionics in the last ten years. 
But we also know that there is “nothing new 
under the sun.” In reality, these two aphorisms 
together mean that some things remain 
comfortably familiar even in the face of change. 

The New Piper is still the old Piper in the best 
sense, even in light of the company’s dramatic 
transformation over time. The story of Piper 
embodies a history of strong personalities 
and wheeling and dealing, but above all the 
company exemplifies the history of aviation. 

J-3s to PAa-46s and Crosswind Landings

The Cub series aircraft was the original 
foundation of the corporation. This airplane 
created waves because with the Cub, Gordon 
Taylor had made significant improvement 
over his earlier design, the Taylorcraft. 
From that humble beginning, Piper has 
built an impressive variety of airplanes.

Old and Slow
A few members of MMOPA are old enough 
to have learned to fly in a new J3 Cub (or if 
younger, fortunate enough to have learned 
in an old Cub). Why is this an advantage? 
The Cub is slow, and going slow telegraphs 
a pilot’s mistakes, but gives ample time for 
correction. This characteristic allows one to 
acquire truly basic flying skills, the proverbial 
“stick and rudder” proficiency that can be 
gained by mastering the Cub. In a PA-46, 
you can practically take off with your feet 
on the floor. Try that with a Cub and you will 
be in the south pasture (if taking off to the 
west). However, the Cub’s slow speed and 
docile nature combine to give you plenty 
of opportunity to see impending disaster 
in time to provide correct rudder inputs. 

The real difference here is not the fact that one 
airplane is 50 years older or less powerful than 
the other. The difference lies in the fact that 
one sits on conventional gear while the other 
sports the tricycle configuration. The bottom 
line is that conventional gear demands better 
coordination skills. A perfect example of this 
is the cross-controlling technique necessary 
to guide the aircraft in crosswind conditions 
both in the air and on the ground. Pilots who 
learn to fly in tricycle gear aircraft often do not 
develop this talent to the extent that we find 
in pilots flying conventional gear airplanes.

Free Entertainment
Watching a series of landings recently at 
a busy airport in a modest crosswind, one 
could not help but observe the lack of good 
cross-control technique, and the obvious 
consequences. Had these same planes 
been J3s or other conventional gear aircraft, 
many would have ground-looped. You might 
ask, so what? Well, landing in a crab or with 
level wings in a crosswind in a tricycle gear 
airplane like the PA-46 always increases 
stress on the gear and tires. Not to mention 
that the landing is momentarily uncomfortable 
to passengers, and should be as well to the 
pilot, as the plane fights the lateral push off 
the runway. These same forces are at work on 
takeoff, as well, but usually not as significantly 
realized. So, while the J3 is a simple, slow 
airplane, you might benefit from learning 
to fly one. If you improve your basic flying 
skills by mastering crosswind operations in 
a conventional gear airplane, your skills in 
the PA-46 will likely improve dramatically.

Picky Nosewheel
A particular characteristic of the nosewheel 
in the PA-46 makes for some interesting 
crosswind landings. The nose gear is partially 
steerable, rather than freewheeling. If you 
are properly configured for landing in a stiff 
crosswind, you will notice upon touchdown 
a few moments of detectable pressure on 
the nose gear as it aligns with the forward 
direction of the mass of the moving aircraft. 
Upon landing, when dipping one wing into 
the wind, and holding opposite rudder to 
keep aligned with the field, the steerable 
nose gear is pointed away from center. In 
a freewheeled nose gear this is no issue, 
because the nosewheel is not linked with 
rudder inputs. In the PA-46, however, on 
initial contact with the runway, the nosewheel 
will tend to pull the airplane toward the side 
of the runway if differential rudder input is 
maintained. Then forward momentum of 
the aircraft will exceed the force driving the 
nosewheel away from center, causing the 
gear to line up promptly with the aircraft’s 
forward direction. This scenario results in 
a temporary “skid” of the nosewheel as it 
aligns itself, which you will sense in the rudder 
pedals. Learn to recognize this behavior, but 
concentrate on the overall forces acting on 
the aircraft; keep the airplane going in the 
pointed direction. Recognize that rudder 
inputs are having an effect on the nosewheel. 
The aileron/rudder spring interconnections 
are also a factor to consider and understand. 

Some skilled Malibu pilots landing in a 
crosswind gradually neutralize rudder 
pressure after the mains touch down but 
before the nosewheel hits the ground. But 
if that seems like a bit too much finesse, 
you can hold your rudder input, but expect 
a momentary sensation of lateral tug after 
the nosewheel makes contact. As the speed 
rapidly deteriorates, this becomes negligible. 
Without a doubt, if you consistently make 
good crosswind landings, your nose tire 
will sustain more wear than the mains. 
That is a small price to pay compared to 
landing in a completely crabbed attitude. If 
you land in a crab, all of your tires will get 
early wear. In the simple and slow Cub, 
these forces are easy to see and appreciate.

Last Word
The shift from conventional to tricycle gear 
proves Heraclitus right: nothing endures but 
change. But the physical forces affecting 
crosswind landings forever remain the same, 
proving the adage that there is nothing new 
under the sun. Perhaps Ambrose Bierce has 
provided us with the best summary: there 
may be nothing new under the sun but there 
are lots of old things we do not yet know.
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Thump, Thump, Thump…What’s That Made Of?
by Mike Haenggi

Pilatus Points

Mike Haenggi

Mike learned to fly Champs and Aircoupes 
off a small grass strip in Wisconsin, and 
he has been a wing nut ever since. He 
spent ten years in the aviation publishing 
industry. As a senior aviation editor, he 
helped put together more than 100 books 
on the history of aviation. He has authored 
two books of his own and many aviation 
articles. He holds an MBA in Aerospace 
Business from Embry-Riddle Aeronautical 
University and is a Certified Flight 
Instructor. Today, Mike is the Marketing 
Project Manager for Pilatus Business Aircraft 
on the PC-12 program. He lives with his wife 
and daughter in Thornton, Colorado.

Do you ever find yourself tapping on 
airplanes to discover the composition 
of various components? Put on your 
aeronautical engineering hat, and take 
a closer look at how airplanes are built: 
this is a fun way to learn about aviation, 
but also a great way to better appreciate 
the construction of your own airplane.

Materials in airplanes serve many masters. 
Some provide strength and support to bear 
loads. Others are just cosmetic fairings 
and coverings. Some are designed to be 
rigid, while others are expected to flex. 
Some must be fireproof, and others need 
to conduct electricity. Some are opaque, 
and others are transparent. Some must be 
able to withstand a high velocity impact, 
and others just need to be comfortable.

Any material on the outside of an airplane 
needs to be able to withstand 100-degree 
temperature swings, survive 300 mph winds, 
handle multiple Gs, and overcome large 
changes in atmospheric pressure. Yet even 
with these stringent demands, the material 
must be as lightweight as possible, and 
demonstrate longevity and durability. Keeping 
that in mind, let’s walk around a PC-12, do 
some thumping, and see what we learn. 

Fuselage Findings
Standing at the forward air stair door, just 
behind the cockpit on the left side, we look 
down the fuselage. The PC-12 is a sturdy 
semi-monocoque design consisting of frames, 
longerons, and stringers. All the aircraft’s 
primary structure is made from conventional 
aluminum alloy in sheet or extruded form. 

An x-ray view through the skin would allow 
us to see that the pressure vessel, which 
encompasses the cockpit and cabin, is capped 
on both ends. In the front is a fireproof titanium 
forward pressure bulkhead. At the rear we 
find an aluminum alloy pressure dome. The 
pressure vessel has three major openings: the 
forward air stair door, the oversized aft cargo 
door, and the over-wing emergency exit. 
All have simple, reliable self-inflating seals.

Wing Report
Wing skins on the PC-12 are made from 
stiffened clad aluminum alloy sheets that 
are riveted to the spars and ribs. The front 
and rear wing spars are each made from a 
single piece of premium quality machined 
aluminum. Pilatus begins with a 2,000-pound 
block of solid aluminum and mills that down 
to precision-formed spars that weigh only 80 

pounds. Machined aluminum alloy plates are 
used for the main load-carrying wing ribs.

The cabin carry-through spar attachment 
f itt ings are also one-piece machined 
aluminum. Each wing is attached to the 
fuselage using three titanium shear pins and 
one steel tension bolt. The wing-fuselage 
attach points are covered by fuselage 
fairings made from a carbon/nomex material.

The ailerons are each a conventional 
aluminum structure with a single spar and 
ribs. They are connected to the cockpit 
control wheels by carbon-steel cables in the 
fuselage, and are connected to push-pull rods 
in the wings. The ailerons are mass balanced, 
and the aileron-wing gaps are sealed. 

Each wing has a single-piece Fowler flap 
made of conventional aluminum, with three 
support arms and associated linkages. The 
flaps are driven by jackscrews attached to 
an electric motor via flex shafts. Flap settings 
are 0, 15, 30, and 40 degrees. The flap 
fairings are made of carbon laminate with 
nomex honeycomb reinforcement strips.

Winglets are made of Kevlar laminate 
with fiberglass layers, with metal strips 
embedded in them for lightning protection. 
The winglets are also wired for the 
wingtip strobes and a few static wicks.

Nose Notes
Moving up towards the nose of the PC-12, 
we come to the cockpit windows. The main 
pilot and copilot windshields are laminated 
twin-layer mineral glass with an embedded 
polyvinyl butyral layer. Both are heated for 
defogging and icing protection. The two 
cockpit side windows, a small direct vision 
window, and the nine cabin windows are 
two-ply laminated monolithic stretched 
acrylic. All incorporate dry neoprene seals.

Following the windshields downward, we 
arrive at the upper and lower sections of the 
nose cowling, which are made of carbon/
nomex honeycomb. With this composition, 
the cowlings are strong, but lightweight for 
their size. Two engine-access panels aft of the 
nose cowling (and made of the same material) 
provide access to all critical features on the 
engine. The PC-12 was built to be maintained 
in the field, and can be completely de-cowled 
without tools in just a matter of minutes. The 
lightweight panels make this operation a snap.
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Pilatus Points

Powerplant Ponderings
Inside the engine bay sits the 1,200 
horsepower Pratt & Whitney PT6-67B. Like 
most turbine engines, this powerplant is 
made of titanium and nickel alloys, high-
temperature ceramics, and carbon fiber. The 
engine mount, a hand-crafted work of art 
that takes a master welder a week to build, is 
comprised of precision-welded steel tubing 
bolted to the titanium firewall in four places.

The PC-12 is equipped with a 105” diameter, 
four-blade, variable-pitch, fully reversing 
Hartzell propeller. The propeller hub and 
blades are made of aluminum. Each blade 
incorporates an electric deice boot. Prop 
pitch is adjusted automatically to 1700 
rpm during all phases of operation, with 
one exception. Only at low power settings 
is prop speed allowed to fall below 1700 
rpm. A single cockpit lever controls power.

Tail Detail
Looking up toward the rear of the aircraft, 
we see the horizontal stabilizer mounted on 
top of the vertical stabilizer. The T-tail sits 
fourteen feet above the ground, supported 
by the aft fuselage structure, which is 
attached to the aft pressure bulkhead. The 
vertical and horizontal stabilizer assemblies 
are conventional aluminum construction. 
The dorsal fin fairing and ventral strakes 
are built out of Kevlar honeycomb. Carbon 
steel control cables connect the stabilizer 
and rudder to controls in the cockpit.

Whether the bird is an executive turboprop 
like the PC-12, a high performance military 
trainer like the PC-21, or a rugged utility 
aircraft like the PC-6 Porter, Pilatus aircraft are 
known for their precision Swiss engineering.

Tap Dance
If we each look at our own airplane piece 
by piece like this, we can really begin 
to appreciate the skill and intent of its 
engineers. When we are doing our walk 
around, we should take some extra time 
and do a little tapping while referring to 
the aircraft description section of our POH. 

The next time you take an enthusiastic friend 
flying, tap on a part of your machine, smile, 
and proudly state, “carbon laminate with 
nomex honeycomb reinforcement strips.” He 
will just have to touch the object in question. 
He will not be able to resist. This newly 
shared appreciation for the fine art of aviation 
construction should enhance the entire flying 
experience for pilot and passenger alike.
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Mary has been a pilot for over twenty-five 
years and has instructed in the Malibu 
since 1988 when she worked for the 
Piper Training Center. Subsequently, she 
was Eastern Region Sales Director and 
Malibu Mirage demonstration pilot for 
Piper Aircraft. Mary was also co-founder 
and owner of Attitudes International, 
Inc., The New Piper Aircraft’s exclusively 
approved training school for Malibus, 
from 1991 – 1998.

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

Issues and Answers

Mary Bryant 

Back to Basics
by Mary Bryant

The issues and answers presented here focus 
on approach charts. En-route, arrival and 
departure charts will be the topic of a future 
column. Likewise, my plan is to dedicate yet 
another column to GPS approaches. These 
new procedures require that we cover a large 
body of information, and they warrant the 
attention because LNAV/VNAV approaches 
are becoming increasingly common, yet 
remain poorly understood. But let’s now 
start at the beginning with approach charts.

QUESTIONS
1. The MSA 25 mile circle provided on 

an approach chart indicates:
a. The minimum sector altitude and 

is the lowest altitude to which ATC 
will vector one on an approach

b. The minimum safe altitude for use 
in emergencies only

c. Provides sufficient altitude for 
obstacle clearance, radio and 
navigation reception

2. What obstacle clearance is provided 
by the altitudes in the MSA circle 
and from where is the 25 miles 
measured?
a. 500 ft. obstacle clearance
b. 1,000 ft. obstacle clearance
c. 25 miles from the primary navaid 

indicated on the chart
d. 25 miles from the end of the 

runway, airport way point or 
missed approach point

3. When is terrain indicated within the 
plan view of an approach chart?
a. If it exceeds 6,000 MSL
b. If it is at least 4,000 ft. above the 

airport elevation
c. If it is at least 2,000 ft above the 

airport elevation within 6 miles of 
the airport

d. If it exceeds 8,000 MSL 

4. A “*” by the tower frequency at the 
arrival airport on an approach chart 
indicates what?
a. The beacon is located on the 

tower.
b. There is a FSS on the field.
c. The tower does not operate 

continuously.
d. The tower operates continuously.

5. The “A” in the “VOR/DME or GPS-A” 
approach at an airport would indicate 
that:
a. The approach is not aligned within 

30 degrees of a runway.
b. There are multiple approaches to 

this runway with a “B” indicating 
the second approach, a “C” 
indicating a third approach, etc.

c. A circling approach is required.
d. DME is required.

6. The NDB RWY 21 approach at 
Pocatello (PIH) can be executed 
using what kind of equipment (hint: 
you don’t need the plate to answer)?
a. an NDB
b. a GPS
c. an NDB or GPS
d. Any equipment as long as one can 

identify the fixes

7. An approach titled an “RNAV” 
approach can be flown with what 
type of equipment?
a. VOR/DME only
b. VOR/DME and GPS
c. VOR/DME, GPS, LORAN
d. VOR/DME, GPS, INS, LORAN

8. How is an “approach route transition” 
distinguished from a “radial” on an 
approach plate?
a. Magnetic course is indicated.
b. Distance from a fix is indicated.
c. Minimum altitude to be flown is 

indicated.
d. It is a wider, darker line than a 

radial.

9. How wide are approach route 
transitions and what obstacle 
clearance do they provide?
a. 2 miles on either side of charted 

course
b. 4 miles on either side of charted 

course
c. 1,000 feet obstacle clearance
d. 2,000 feet obstacle clearance

10. How wide is the intermediate course 
portion of an approach and what 
obstacle clearance does it provide?
a. 2 miles wide on either side
b. 4 miles wide on either side
c. 500 feet obstacle clearance
d. 1,000 feet obstacle clearance

11. Which type(s) of altitudes are 
indicated on approach charts?
a. Minimum altitudes
b. Maximum altitudes
c. Mandatory altitudes

12. Jeppesen ILS profile views of 
approach charts generally show a 
dotted line in addition to the solid 
black line indicating the glide slope 
from the FAF inbound. What does the 
dotted line represent?
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a. The profile to be flown as a 
localizer only approach

b. The profile to be flown as a non-
precision approach

c. The profile to be flown as a GPS 
approach

d. The profile to be flown by CAT I 
and CAT II aircraft

13. What determines the aircraft 
“category” for use in selecting the 
missed approach minimums on the 
approach chart?
a. The speed at which the approach 

is flown
b. As designated by the manufacturer
c. The equipment installed in the 

aircraft
d. 1.3 times the stall speed

14. If an aircraft is flying an approach 
at 120 KTS (category B), a circling 
approach will provide protected 
airspace for how many miles from the 
end of the runway?
a. 1.3 miles
b. 1.5 miles
c. 1.7 miles
d. 2.3 miles

15. What does the “V” indicate on the 
final approach segment of some 
ILSs?
a. When to go missed approach
b. When the VASI should become 

visible
c. Step down fix at which the altitude 

for the next segment can be 
commenced

d. Point at which a normal descent 
can be commenced if the airport is 
in sight

ANSWERS
1. b.

2. b., c., d. The 25 miles is measured 
from the primary navaid on non-GPS 
approaches and from the end of the 
runway, airport way point, or missed 
approach point on a GPS approach. 
Note that on non-GPS approaches, the 
primary navaid may not be located on 
the airport or even on the approach 
path.

3. b. and c.

4. c. The pilot should specifically cancel 
the flight plan with ATC or FSS if the 
tower is closed. It cannot be cancelled 
automatically by the tower if the tower is 
closed.

5. a. and c. The “A”  indicates that the 
approach in not aligned within 30 
degrees of the runway and a circling 
approach is required.  Inclusion of 
“DME” in the title of the approach, not 
the “A” indicates that DME would be 
required if executing the approach as a 
VOR approach.

6. a. An operable NDB must be available 
since that is the only equipment 
referenced in the name of the 
approach. The name would also 
include “GPS” if GPS equipment was 
acceptable to fly the approach. 

7. d. As long as the aircraft’s equipment 
meets the associated RNP standard for 
the approach.

8. All of the above.

9. b. and d.
cont. page 30 
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10. a., b. and c. The intermediate course 
provides 500 feet obstacle clearance 
and is 4 miles on either side initially 
tapering down to 2 miles on either side 
at the final approach fix (FAF).

11. All of the above. Unless indicated 
otherwise, altitudes are minimum 
altitudes. Maximum and mandatory 
altitudes will include the words 
“maximum” or “mandatory” along with 
the altitude. 

12. a. and b. This is the profile that would 
be flown should the glide slope be 
inoperative and the approach has to 
be flown as a localizer only approach 
which, by definition, is a non-precision 
approach. 

13. The technically correct answer is d. 
Using this criteria, the PA-46 would 
be a category “A” aircraft as are most 
general aviation aircraft. However, 
from a practical perspective, the speed 
used to fly the approach is what should 
be used to select the category for 
use in determining missed approach 
parameters. The faster the aircraft is 
flying, the wider it’s turning radius, etc. 
and in the case of a circling approach, 
the more distance from the runway will 
be required to land safely. Therefore, 
a Malibu flying a 140 KTS approach 
would use a higher category than one 
flying a 120 KTS approach. If in doubt, 
use the higher category, which will 
potentially provide clearance above 
taller obstacles. However, this could 
make it more difficult to get into the 
airport if weather conditions are very 
low.

14. b. Even if one chooses to be 
conservative and use the minimum 
altitudes for a category C airplane, the 
distance increases from only 1.5 miles 
to 1.7 miles. Even a category D airplane 
(141-165 KTS) increases to only 2.3 
miles from the end of the runway. This 
is part of why circle to land approaches 
have poor accident and fatality statistics 
associated with them.

15. d. It is a “visual descent point” which 
is an advisory point at which a normal 
descent to landing can be commenced 
if the pilot has the runway in sight when 
flying a non-precision approach (i.e. 
localizer only). The aircraft should be 
on the VASI when one is installed.
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by Kevin Mead

Malibu Maintenance
Things That Loosen

Kevin Mead

Kevin is an IA who has 
specialized in Malibu/
Mirage maintenance for 
most of his 20 plus years 
in general aviation. He is a 
licensed private pilot with 
a multi-engine rating. 
In 1998, Kevin formed his 
own business, Mead Aircraft 
Services, which he runs 
from a small farm in Inman, 
Kansas. He will continue 
to provide support for the 
Malibu/Mirage fleet in  
the U.S. and abroad.

A friend of mine recently toured overseas, 
and came down with an ailment typical 
of many travelers to foreign lands. That 
inspired me to write this next installment 
of the “Things That...” series of articles.

Body Parts
In A&P school, aspiring aircraft mechanics 
are exposed to airplanes in bits. Breaking a 
complex airplane into manageable segments, 
such as the hydraulic system, electrical 
system, airframe, and power plant, is a good 
way to teach basics, as well as an efficient 
way to organize an annual inspection. 
But after more than 25 years as an aircraft 
mechanic, I recognize that this is not how 
I approach the airplane in every situation. 

When assessing an aircraft’s general condition, 
or giving one final look over before passing the 
reigns back to the owner, I often think in terms 
of type of failure. Almost any airplane problem 
can be fit into one of a few basic categories 
of failures in things that leak, burn, crack or 
loosen. A walk-around with these categories in 
mind can give a pretty good idea of a plane’s 
overall condition. Is oil leaking anywhere? 
Any evidence to be found of leaking hydraulic 
fluid? Are tires properly inflated? Are belts and 
screws tight? This observation about how 
to approach an airplane is not particularly 
profound, but it has given me a different way 
to view problems, not to mention the ideas for 
my previous articles on things that crack, leak 
and burn. Continuing the tradition, I will now 
examine things that loosen. I will also avoid any 
further references to biology on this subject.

Tight is Right
During a normal pre-flight, a pilot is unable 
to verify the security of components hidden 
under the cowling. Therefore, during an oil 
change or probe replacement, or whenever 
the cowling is off for any reason, I take full 
advantage of this access to search thoroughly 
for anything loose. Only a few moments are 
needed to check that the following are tight.

Alternators, air conditioner compressors 
and their brackets
These components can be loosened by 
vibration, but most of the time improper 
installation is the culprit. If left loose, the 
mounting brackets, which attach the 
alternator or compressor to the engine, can 
be damaged or broken. They are expensive 
to replace. The alternator or compressor 
mounting ears can also break, and if they 
do, must be replaced. If you have a Mirage, 
have your mechanic see Lycoming Service 
Instruction #1451a for proper assembly and 
shimming of both components. If you have a 
Malibu, see Piper SL 999 for air conditioner 

compressor installation instructions. If you 
have a Meridian, alternator looseness is rare 
but you should keep an eye on your a/c 
compressor attach bushing and bolt. If loose, 
tighten. If worn, replace the bushing and bolt. 

Belts
Belts stretch over time (I can attest to that, 
unfortunately), and should be checked 
regularly for proper tension. When checking 
tension, make sure to look for wear. If you have 
a Mirage, have your mechanic refer to Textron SI 
1451a for alternator belt tensioning instructions.

Exhaust clamps
These clamps are designed for the difficult 
task of holding together your constantly 
expanding, contracting and realigning 
exhaust components. Exposed to this hostile 
environment, the clamps must be examined 
and tightened regularly. If these clamps 
become loose or break, exhaust pipes can 
uncouple. That could make for a bad day. Loose 
exhaust components can allow hot gasses to 
burn or melt surrounding components, and 
can even ignite a tiny quantity of leaking 
fuel. Have your mechanic regularly check 
these clamps for proper torque. If you have 
a Mirage, make sure Textron SB 521 and 
SI 1448 are complied with every 250 hours 
or at every annual, whichever comes first.

Induction clamps
The same vibration and temperature changes 
mentioned above can also shrink engine 
compartment hoses, causing their clamps 
to loosen. Loose induction clamps can 
cause heavy induction leaks and loss of 
manifold pressure. These clamps are easy to 
tighten and usually inexpensive to replace.

Rocker cover gaskets
On the Lycoming engine in the Mirage, the 
screws that hold rocker covers onto the 
cylinders frequently become loose, causing 
oil leaks. If not corrected, the screws will 
fall out onto your intercoolers, where they 
will bounce around until the cooler fins are 
squashed flat. In turn, if this happens, the 
damage can be so severe as to require 
replacement of the intercooler, which, by the 
way, will not be covered by the Lycoming 
warranty. The simplest way to solve this 
problem is to spend a few seconds putting a 
dab of silicone on each screw after tightening.

That for the moment covers the engine 
compartment. On to the airframe, where the pilot 
is much more likely to notice something loose.

Propeller spinner domes
The propeller spinner dome does not do much 
except to help keep the prop deice boots on 
and direct airflow, but if left loose long enough 
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the spinner can indeed cause major problems. 
Due to their length, the 310P and turbine 
spinners work themselves loose fairly often. If 
left unattended, the spinner’s inner bulkhead 
can wear excessively and the aft bulkhead can 
crack. The spinner dome itself can also crack 
and even break up in flight. I once saw a Malibu 
arrive at a MMOPA convention with a piece 
the size of my hand missing from his spinner. 
The pilot is extremely fortunate that the chunk 
of metal did not hit something important 
on the way out. Unless you answer in the 
affirmative to Clint Eastwood’s famous line, 
“feeling lucky, punk?,” have your mechanic 
keep your spinner forward bulkhead shimmed 
to fit tightly against your prop hub cylinder.

Bolts and Bushings
The forward and aft attach bolts on the 
Malibu nose gear frequently become loose, 
even with locknuts secured with safety wire. 
Unfortunately, we have no written guidelines 
on acceptable nose gear play. What we do 
know is that failure to keep these bolts tight 
will result in wear to the engine mount and 
nose gear trunnion bushings. I advise you 
to have your attach bolts tightened, then 
move the nose wheel fore and aft to see 
how much movement is normal. Then check 
this during every pre-flight. If you notice 
excess play, have the nose gear evaluated. 
The bolt could just need to be retightened, 
but looseness could also be a sign of a 
cracked engine mount, an actuator problem, 
or worn or missing actuator hardware.

Inboard fuel caps
Fuel leaking out around inboard fuel caps 
on the 310P, 350P or JetProp could indicate 
that the caps are loose. First, check to 
ensure your fuel cap gaskets are not 
deteriorated. If the gaskets are okay, shims 
may be removed in order to tighten the caps.

Outboard fuel caps
The o-rings on extended-range fuel caps 
are reliable, but the caps require frequent 
adjustment. To adjust, turn the two halves 
inward, toward each other. This causes 
the o-ring to extrude, improving the seal. 

Rivets
Almost every plane that comes through our 
shop has at least a few loose upper and 
lower wing root fairing attach rivets. These 
rivets become loose from normal, repeated 
wing flexing. The rivets simply need to be 
replaced, usually with a rivet of a larger 
size. For maximum longevity, I like to drive 
these rivets, instead of pulling blind rivets.

Flap push-pull tube bellows
These bellows, which are installed on all 
PA46 models, can become loose enough 

to fall off. The result is a large pressurization 
loss and lower cabin pressure differentials. 
We check these bellows at annual. Have 
your mechanic tighten the hose clamp that 
squeezes the seal tight against the tube.

Belly drain valves
There are three valves located on the belly 
of your plane, adjacent to the cabin entrance 
door. Their purpose is to allow any fluids that 
may accumulate in the belly to drain out. The 
valves become loose when hydraulic fluid 

and heat soften the adhesives tasked with 
holding them in. With the valve displaced, a 
pressurization leak usually results. At each 
annual, have these valves visually inspected to 
ensure that they are fully attached to the belly.

Of course there are many other things on your 
aircraft that can loosen, but those mentioned 
here can, for the most part, be checked and 
corrected quickly during an oil change or 
even at pre-flight. Now, I have got to find 
my friend. I have not seen him in awhile.
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by Gary Burdsall

Simulator Training
Simulators: Friend or Foe

Gary Burdsall

Gary holds an ATP Multi 
Engine Land type ratings in 
Lear Jets, King Air 300 and 
BE 199 Aircraft, Commercial 
Rotocraft-Helicopter and 
Single Engine Lane and 
Instrument Certificates. He 
also holds Flight Instructor, 
Instrument Instructor, Multi 
Engine, Single Engine and 
Rotocraft-Helicopter. He 
has over 11,000 hours and 
is the former President/
CEO of an air carrier/air 
ambulance company. He 
has served as Director of 
Flight Operations, Chief 
Pilot, Company Check 
Airman and Aviation Safety 
Counselor. Gary has been 
in aviation for over 30 years 
working for corporate 
flight departments, 135 air 
carriers and owned his own 
business. He joined SimCom 
as Training Center Manager 
for Vero Beach in November 
of 2004.

While my name is on the column, I am not 
the author of this article. I have decided that 
the best approach to this series is to have 
our instructors write the text on a rotating 
basis. No, this is not an attempt on my part 
to steal the limelight (although...), but a case 
of the editor wanting one face and name 
to headline this column. So I will provide 
continuity, while our instructors provide 
content. Allow me to pass the torch for now, 
then, to William Inglis, who will give us his 
thoughts on the benefits of simulator training.

Strong Opinions
Most pilots who have experienced professional 
simulator-based training will confess to a 
bit of nervousness prior to the first session. 
But most also express satisfaction when the 
deed is done. What makes simulator training 
satisfactory, and what advantages over in-flight 
training can we claim? Throughout my career 
as a flight instructor, I have certainly heard 
disparate opinions on the subject. As with 
everything else in aviation, views are often 
strongly held. I will leave to others the task of 
arguing the advantages of in-flight training. 
I will instead take the side of simulators, 
with unabashed bias, and explain from my 
perspective why simulator training is desirable. 

Cost and Safety
I would argue that simulator training offers 
a safer environment in which to explore the 
more dangerous aspects of training. We can 
simulate emergencies that simply could not 
or should not be attempted in the airplane. 
Forced landings, instrument approaches to 
minimums with a dead engine and engine 
fires are just a few examples where the 
simulator proves indispensable. Depending 
on the aircraft in question, I would also argue 
that the simulator is more cost effective. 
Training can be accomplished without any 
wear and tear on an aircraft or engine. 

Focus Inside
Safety is also enhanced in simulator training 
because both pilot and instructor can devote 
all their attention inside the cockpit, with no 
concern for swapping paint with another 
airplane or eating a granite sandwich. That 
aspect of training is not lost, just under the 
control of the instructor. The ability to focus 
inside without distraction, when that is what the 
instructor wants, makes training a bit easier, 
allowing the pilot to concentrate on learning 
power settings, establishing good flows and 
using checklists effectively. Real life distractions 
like terrain, traffic and weather can be added 
to the mix as the pilot’s skills progress.
 

ATC Never Too Busy
The simulator allows for endless practice 
instrument approaches without worrying 
about how accommodating or busy ATC 
might be. The instructor can simulate ATC 
interactions, so again, that aspect of training 
is not lost, just under the instructor’s control. 
In addition, no time is wasted in cruise or 
being vectored to western Siberia for each set 
up. Training time can be spent productively 
on what is most important. The simulator 
also provides an opportunity to complete 
a detailed debriefing on the success and 
failures of each flight. If necessary, any 
configuration or scenario can be frozen in 
time so the instructor can review a pilot’s 
reactions or mistakes in detail as they occur.

Recently I encountered a former student who 
has excelled in his aviation career. He stopped 
to thank me, stating that his training with me 
allowed him to attain his current position. That 
type of feedback is enormously gratifying. Not 
long ago, he ferried an aircraft that, gasp, did 
not have any GPS on board. The destination 
was IMC, and the NDB approach was the 
only one available. The panel did have two 
VOR’s, a DME and of course an ADF. While 
he admitted to hating NDB procedures in 
the simulator, he said if not for that training, 
he would not have had the confidence 
to shoot the approach in low weather.

Get Specific
Aircraft-specific simulators enable pilots 
to get acquainted with a new panel, new 
environmental systems, and new procedures 
prior to flying the actual plane. This gives 
students a comfort level with the aircraft, and 
an important leg up, for their inaugural flight. 
In the absence of simulator training, the first 
few flights in an unfamiliar airplane can be 
overwhelming. Of course, aircraft-specific 
simulators are not perfect. The feel of control 
inputs is typically too sensitive relative to the 
actual plane. But students usually overcome 
this quickly, learning to have a light touch. 
Even this potential drawback, though, has a 
positive side. The light touch necessary to fly 
the simulator well translates to good technique 
in the real plane. Finally, instructors must be 
sure to create tough but realistic scenarios. 
Simply overwhelming a pilot with an unlikely 
bag of emergencies is probably not too helpful. 

Yes, simulators have their pros and cons. But from 
my perspective, given the arguments presented 
above, the pros heavily outweigh the cons. 
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by Bill Hussey

Sales Milestone for Skytech

Skytech has maintained a proprietary, one-of-a-kind database of 
all PA-46 sales worldwide since 1984, enabling them to track these 
aircraft by serial number. The data show that Skytech led the world 
in new and used PA-46 sales from 1988 through 1997, and was the 
global leader in new and used Meridian sales for 2003 and 2004. 
Now, Skytech has reached another milestone with the sale of its 
250th PA-46, representing something like one-fourth of the entire fleet.

The 250th sale was a Piper Meridian acquired by Michael Bell in Rockville, 
Maryland. Mike is an owner and managing member of a national title 
insurance and real estate settlements business, with more than thirty 
offices around the nation. He had been flying a Cessna 206, but not for 
long. The Meridian is therefore a big step up. Fortunately, he flies with 
a professional pilot. Mike is currently qualified to fly dual with the other 
pilot, and though he plans to keep doing that for safety reasons, he can 
certainly qualify to fly the Meridian solo when he builds up more time.
 
For those MMOPA readers who do not know, Skytech is also a 
dealer, factory authorized service center, and sales leader for two 
other major OEM turboprop aircraft, the Cessna Caravan and 
the Pilatus PC-12. Skytech is the only aircraft dealer in the world 
that represents Cessna, Piper and Pilatus, and is one of only two 
companies worldwide to represent three major aircraft manufacturers.

The 250th PA-46 sold by Skytech, Inc., a Piper Meridian, was 
delivered to Mike Bell at the Piper factory. In the photo from 
left to right are Skytech salesman Tom Beers, Chuck Suma, 
President of Piper, Mike Bell and his pilot John Henry Sisk.
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by Chuck Massanopoli

Meridian Service Bulletins

The PA46-500TP is the latest in technology 
offered by Piper, and with that advanced 
technology has come normal growing pains. 
As the model has matured, the majority 
of design issues addressed by Service 
Bulletins has decreased greatly. To bring 
owners up to date I would like to review the 
latest Bulletins from Piper and relay some 
operational issues that have surfaced recently. 
The following is a list of the bulletins that 
have been released in the last six months:

SB 1158: Improved Accessory 
Drive Pulley

Applies to aircraft s/n 001-206. The bulletin 
resulted from the premature failures of 
a pulley that would render the standby 
generator and air conditioning inoperative. 
The new parts are made of stainless steel. 

SB 1152: Fuel Return 
Restrictor Replacement

Applies to aircraft s/n 174-205. Modification 
per this SB allows more heated bypass fuel 
to return to the wing tanks. This permits 
the operator to continue flights of longer 
duration at extreme cold temperatures.

SB 1150: Standby Airspeed and 
Altimeter Pitot Static Line Replacement

Applies to aircraft s/n 001-164. These aircraft 
originally came with rigid lines connected to 
the standby instruments. This was causing 
the instrument casings to crack. This would 
eventually result in airspeed and altitude 
errors among all the flight instruments.

The parts kits for these bulletins have 
usually been available through any Piper 

Chuck Massanopoli

Chuck Massanopoli has been 
involved in  aviation for the last 
21 years, beginning with a 4 
year stint in the commuter 
airlines before coming to 
Skytech. He has held an IA 
since 1989 and has been 
Director of Service for 
Skytech since 2001. He can 
be reached at 410-574-4144 
Ext 1300, or by email at 
cmassanopoli@skytechinc.com.

Service Center; the work can be completed 
in one day if scheduled ahead of time. 

Other Issues

Low Vacuum Advisory Light
We have seen reports of the low vacuum 
advisory light illuminating during descent 
with engine power reduced. This is usually 
related to an improperly adjusted vacuum 
regulator. Before having this setting checked, 
have your Piper Service Center verify the 
integrity of the airframe deice system. 
Vacuum is used to keep the boots flat 
against the wing when not inflated. Holes 
or tears in the boots will reduce the vacuum 
indication. The next step is the regulator 
adjustment. For that, again, your best course 
of action is to get to a Piper Service Center.

Gear Warning Advisory Light
Another issue is a gear warning advisory 
light illuminating in flight. This is not always 
dependant on aircraft speed or attitude. After 
confirming proper hydraulic pump operation 
(including fluid servicing of the pump), 
the landing gear needs to be checked for 
full retraction. The aircraft will need to be 
placed on jacks to perform this inspection. 
With the gear retracted, gear doors need to 
be checked to determine if all are closing 
completely. If Piper SB 1144 was not complied 
with earlier, a nose gear door hinge could 
possibly be missing a hinge pin. If the gear 
doors all appear to be closing properly, a 
problem may still exist with the adjustment 
of either the nose or main gear. On aircraft 
where the problem is difficult to solve in the 
hangar, the aircraft may need to be flown with 
a technician on board (using a multimeter to 
verify switch operation). Once the technician 
determines which gear is causing the light, 
the gear can be adjusted in the hangar. 
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A few years ago my partner and I simply needed 

some work done on the altimeter in our airplane. 

Th e avionics shop asked when the altimeter 

was last certifi ed. When I suggested that that 

the information could be found in the airframe 

logbooks, the technician said that he could not 

fi nd the logbooks, but more to the point, that 

keeping track of and providing this information 

was solely my responsibility. After a two hour 

search, I was able to locate the logbooks, as well 

as the entry for the certifi cation. Finding the 

information was a time consuming, administrative 

chore, and in retrospect, I have been paying for 

that ineffi  ciency every time an A&P has had to 

fi nd a logbook entry for our plane. 

by Richard Ames

Aircraft Maintenance Records:

Th e
Owner’s

Responsiblity
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Unwieldy Mixture
If your airplane logbooks are anything like 
ours, you face an unwieldy mixture of written 
entries in the form of hieroglyphics, sticky 
labels of various sizes, and some stapled 
yellow tags. Most entries now are printed 
on white sticky labels and are easier to 
read, but I need my glasses to see the small 
print. Some labels have a combination of 
handwriting and typing. Since the entry labels 
are not in the same format as the logbook 
pages, our logbook has filled up quickly 
because each label takes up a whole page. 

The FAA specifi es what must be recorded 
and who is responsible for doing so, but 
mentions nothing about the form the aircraft 
records should take. For instance, FAR Part 
91.417 states that the “registered owner or 
operator” shall keep records for the airframe, 
each engine, propeller, rotor, and appliance of 
any “maintenance, preventive maintenance, 
and alteration...100-hour, annual, progressive, 
and other required or approved inspections.”

Three Logbooks
Our plane came with three maintenance 
logbooks, one each for the Aircraft, Engine 
and Propeller. These are meant to help you 
keep a separate record of the airframe, each 
engine and propeller as mentioned in the 
regulation. The idea is to have a sequential 
record of maintenance, alterations and 
inspections of these specifi c “products and 
appliances.” In our case, the three different 
logbooks have led to some confusion, 
because entries can easily be recorded in the 
wrong book. One time my partner had the oil 
changed while on the road. A few weeks later 
I took the plane on vacation. I knew we were 
due for an oil change so I reviewed the Engine 
logbook and noticed that an oil change was 

about 15 hours overdue. I had one done as 
well. Only later did I fi nd the fi rst engine oil 
change entry pasted in the Airframe logbook. 
That was $200 that I could have spent on fuel. 

New Solution
With that most recent experience, we decided 
that we needed to change our record-keeping 
system. As a result, we no longer use our 
paper logbooks, except as a backup of our 
aircraft maintenance records. The logbook 
records that I now rely upon are on the internet 
on AeroTrakr.com. With a web-based system, 
we now have little chance that we, or our 
mechanic for that matter, would be unaware 
of any required or periodic maintenance that 
was completed or due. Knowing the status 
of all maintenance is now just a matter of 
looking up the records on the internet, which 
today can be done from almost anywhere. 
The FAA says that as owners or operators, we 
are responsible for maintaining the airplane 
in an airworthy condition. This includes 
keeping adequate records to show that the 
plane is airworthy and in compliance with all 
Airworthiness Directives. We now fi nd that 
satisfying the FAA mandate is much easier 
than before. Either paper or electronic records 
can be used to comply with the regulations.

The Nitty-Gritty
The FARs do not dictate the format in 
wh ich  records  mus t  be  kep t .  The 
regulations only specify what these records 
should contain. Part 91.417 states that:

“The records must include:

(i) A description (or reference to data 
acceptable to the Administrator) of the 
work performed; and

(ii) The date of completion of the work 
performed; and
(iii) The signature, and certifi cate 
number of the person approving the 
aircraft for return to service.”

The regulations also state that the owner or 
operator must keep a record of:

“(i) The total time in service of the 
airframe, each engine, each propeller, 
and each rotor.
(ii) The current status of life-limited 
parts of each airframe, engine, 
propeller, rotor, and appliance.
(iii) The time since last overhaul of all 
items installed on the aircraft which 
are required to be overhauled on a 
specifi ed time basis.
(iv) The current inspection status of 
the aircraft, including the time since 
the last inspection required by the 
inspection program under which 
the aircraft and its appliances are 
maintained.
(v) The current status of applicable 
airworthiness directives (AD) including, 
for each, the method of compliance, 
the AD number, and revision date. If 
the AD involves recurring action, the 
time and date when the next action is 
required.
(vi) Copies of the forms prescribed by 
Sec. 43.9(a) of this chapter for each 
major alteration to the airframe and 
currently installed engines, rotors, 
propellers, and appliances.”

(The forms prescribed by Sec. 43.9 
mentioned above are mainly for Air Carriers 
operating under FAR Part 121 and 135.)

AeroTrakr
All inspections and maintenance, including 
compliance with ADs, are entered into 
AeroTrakr. Our mechanic can even print 
the label for our paper logbook directly 
from the AeroTrakr work order. The paper 
label could of course still be pasted into 
the wrong logbook, but the electronic 
entry will not be. In essence, each piece of 
equipment on our plane has its own logbook. 

Using AeroTrakr to determine when the last 
oil change was completed, I just click the 
“History” button for the engine. A detailed 
history of all log entries for any equipment 

cont. page 48 Photocopies of logbook entries for two years were made 
and AeroTrakr loaded them into their program.
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item can be listed. This history is sorted by 
date showing the most recent log entry fi rst. 
But entries can also be sorted by maintenance 
type, for example if you are just interested in 
oil changes. The data are sorted so that all oil 
changes are together, with the most recent one 
at the top of the list. One big advantage of being 
web-based: our mechanic or my partner can 
look up the same information that I am seeing 
regardless of our respective locations. I could 
be in Kansas City and our mechanic might be 
in his offi ce at the airport in Massachusetts, 
while my partner could be at home or in his 
offi ce, but we could still all be looking at the 
same maintenance records simultaneously. 

Compliance and Responsibilities
If you did not catch the point earlier, your 
mechanic is not responsible for ensuring that 
all ADs for your airplane are complied with. 
As the owner or operator of your airplane, you 
are responsible. After all, you are ostensibly 
the one to whom the FAA mails the AD. You 
can bet that if you are in an accident, the FAA 
will want to see if you are in compliance with 
all ADs for your plane and its equipment. If 
your plane is not in compliance, the plane 
is not airworthy in the eyes of the FAA. 

I have spoken with the FAA, and the agency is 
quite serious about compliance. That should 
come as no surprise. The FAA will only go 
after your maintenance shop if the FAA’s IA 
has specifi cally stated that your plane is not 
in compliance with an AD but your mechanic 
claimed he performed the necessary repairs 
and returned your airplane to service. My FAA 
contacts tell me that in an audit or in the case of 
an incident or accident, the owner or operator 
is fi rst asked to supply the necessary records. 

FAA OK
I asked the FAA representative to look at our 
records on AeroTrakr to see if that method of 
record-keeping would be acceptable. He said 
that the FAA would be delighted to receive this 
information from the internet using a system 
like AeroTrakr, mainly because the data are 
presented in a clear, logical and usable format. 
He further stated that such records would 
indicate that the owner or operator was “on 
top of things,” which of course would help 
reduce any incentive for further scrutiny. 

Getting Started
When I started using AeroTrakr, I provided my 
contact there with a digital picture of N526JM, 
along with some basic statistics about the 
airplane. I also photocopied and sent him all 
my logbook entries. As part of the free aircraft 
setup, AeroTrakr will load up to two years of 
maintenance history. At least that was the 
case when I signed up. The setup and data 
loading was completed in about one week. 
Now when I login to AeroTrakr.com, the fi rst 
image I see is a picture of our plane, its total 
time in service and the current aircraft Hobbs 
meter reading. The Hobbs time and total time-
in-service stay up-to-date because we enter 
our fl ights into AeroTrakr after each fl ight. This 
practice keeps the built-in maintenance and 
inspection “Due Lists” always up-to-date. In 
this way, the time-in-service information can 
be accurately tracked for all the equipment 
on your plane. You can put in as little or as 
much detailed flight history as you want.

Worldwide Access and Instant Updates
When I need to look up something related to 
the maintenance of our plane I can do so from 
any location with internet access. I can get a 

detailed maintenance history for practically 
any piece of equipment on our plane. For 
instance, to determine when the altimeter 
was last certifi ed, I start with the Equipment 
Inspection list. Both altimeters are listed with 
when and how much time is remaining until 
an inspection is due. I can then display a 
detailed maintenance history of each altimeter. 
Instantly I can see that the last certifi cation was 
completed nearly two years ago by Eastern 
Air Center, on work order #970. I can read a 
detailed description of what work was done. 

This is comforting to me, but even better, 
the mechanic no longer needs to spend 
precious time combing through our logbooks 
when I bring our plane in for service. Our 
mechanic can either print out a “Due List” 
or just bring up the Inspection, Maintenance 
and Overhaul lists and sort them by the 
remaining time left. This can be done from 
his office even before the plane arrives. 

AeroTrakr was not my fi rst computer-based 
logbook. Earlier, I had a PC-based pilot 
fl ight logbook from Destination Direct, and 
later a homegrown Access database for our 
aircraft maintenance logbooks. The problem 
was that as soon as I updated something 
in the database, my partner’s copy was out 
of date. Since AeroTrakr is web-based, our 
mechanic can enter work order information 
directly into our records and we are all 
up-to-date as soon as he makes the entry. 
With our data available on the internet, my 
partner and I have instant access to the same 
information as soon as anything new is entered. 

You’ve Got Notice
I particularly appreciate AeroTrakr’s “Notices” 
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I can get a detailed maintenance history for practically 
any piece of equipment that is on my plane.

AeroTrakr pulls in the current ADs for your Make and 
Model airplane from the FAA on a monthly basis.

Aircraft Maintenance Records
  

(continued)
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section. AeroTrakr pulls in current ADs for 
your make and model airplane from the FAA 
on a monthly basis; you or your mechanic can 
apply the new AD to your plane if applicable. 
When your mechanic complies with an AD 
and his work is entered into an AeroTrakr work 
order, the AD, SB or SL history is updated. So 
just as I looked up the status of the altimeter, 
I can also look at any “Notice” and see the 
entire compliance history with just a mouse 
click. The ability to access the AD document 
directly from this Notice history inquiry is a 
real plus. For each AD a link is created that 
will display the AD directly from the FAA’s 
document database. I can also print out a 
“Notices Due List” report, which looks ahead 
any number of days, hours or cycles and lets 
me know what recurring or new AD, SB or 
SL must or should be complied with by then. 

Work Load
You are probably wondering how much effort 
you must exert to keep current. The answer 
depends on your pain threshold for detailed 
data entry. If you can sweet-talk your mechanic 
into entering his work directly into AeroTrakr, 
then you obviously do not have much to do. 
You would just enter your fl ights, and monitor 
your records via the internet to see if your 
mechanic’s entries are current and correct. 
Otherwise you can enter data yourself directly 
from the traditional paper entries made by 
your mechanic, or from the work orders or 
invoices your mechanic provides you. A third 
option is to send the entries to AeroTrakr via 
fax, email or snail mail, and the folks there 
will do the data entry for an additional fee. 

Bottom Line
Remember that the owner or operator is 
responsible for ensuring that his or her 
airplane is airworthy and in compliance with 
all applicable maintenance and inspection 
requirements and ADs. A maintenance shop 
is responsible for performing the maintenance 
or completing the inspection correctly and 
complying with the AD. The owner or operator 
is ultimately responsible for ensuring that the 
maintenance shop has performed all that is 
required to keep the aircraft airworthy. The 
owner must also ensure that all pertinent 
logbook entries are made and are accessible. 
Electronic records on the internet are much 
more accessible and manageable than 
paper records. With web-based records, 

even if I am unable to locate our logbooks, I 
can still determine when and what is due for 
replacement or overhaul and that all ADs for 
our airplane are up-to-date. The FAA does 
not specifi cally push you to use electronic 
records, but the practice is increasingly 
encouraged. All ADs are now available on the 

internet. I am told by the FAA that all the Air 
Carrier Operations Specifi cations and Industry 
Operating Specifi cations are now available 
only in electronic form. I am pleased to say 
that our aircraft maintenance records are all 
electronic and available on the internet as well.
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Robert Mills
_______________________________

Robert Mills is a consumer class action 
attorney with his own law firm, which 
helps support his lifelong commitment 
to mountain climbing, hiking and 
flying. Born in North Carolina, he went 
west and graduated with a philosophy 
degree from U.C. Berkeley. Robert 
bought his first airplane in 1998, a new 
Saratoga, but soon moved up to a new 
1999 Mirage, which has now been to 
49 states and 15 foreign countries. 

Robert and his wife Miriam, who 
have three children, currently live in 
Kentfield, California, near San Francisco. 
Miriam refers to the Mirage as “the Fox”, 
after the call sign, and says that she 
is pleased that Robert’s mid-life crisis 
led him to an aluminum mistress that, 
at more than two tons, makes her feel 
svelte by comparison.

Hoofing It in Torres Del Paine 
National Park, Chile
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Malibus Around
The Horn

Part I
by Robert Mills

On March 25, 2005, four airplanes launched from 
distant points across the country to gather together in 
a foreign land, like spies in the night. The departures 
from San Francisco, Chicago, New York and Colorado 
Springs all took to the air with a common goal and a 
single mission. The JetProp, two Mirages, and a Piper 
Chieftain were about to embark on a test of will and 
endurance by circumnavigating the continent of South 
America. The adventure would consume 33 days of 
challenge and excitement, and take the pilots and their 
aircraft to places beyond the ordinary. 
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Southern Fascination
Exploring South America has long been 
a dream of mine, with images of steamy 
jungles hiding primitive isolated villages of 
fascinating indigenous peoples dressed in 
native consume, adhering to ancient customs, 
and living outside the modern world. But South 
America is much more than that. The largest 
glaciers outside of Greenland and Antarctica 
are in Chile. At the other temperature extreme, 
the Atacama Desert is the driest place in the 
world. With the exception of Australia, South 
America is actually the most urban continent. 
Four of the world’s 15 most populous cities 
are there: San Paulo, Buenas Aires, Lima, 
and Rio de Janerio. Over 90% of the entire 
population of South America lives in a city, 
and most cities are near the coast, the interior 
being largely that wilderness of my dreams. 

Many cities in the U.S. are closer to Europe 
than to cities in Central America. San 
Francisco is a thousand miles closer to 
London, England (4664 nm) than to Buenas 
Aires (5588 nm). New York City is closer to 
London (2976 nm) than to Lima, Peru (3153 
nm) and Lima is barely half way to Ushuaia, 
Argentina. We were to travel vast distances.

Air Journey
Air Journey, LLC, handled all of the logistics 
for our group. Each of the four participating 
airplanes were provided VFR color terrain 
maps, IFR charts,  approach plates, 
background information on each country, 
and pre-prepared ICAO flight plans for each 
leg. Air Journey sent along an experienced 
guide, Jean Pierre Arnaud, an enthusiastic 
French expatriate who fluently spoke all three 
of the necessary languages, Spanish, English, 
and Portuguese.  JP, as we called him, flew 
with MMOPA member Art Augustensen 
in Art’s Mirage. JP handled liaison on his 
satellite phone with Air Journey’s “home 
base” in West Palm Beach. He took care 
of all the paperwork, including customs, 
immigration, weather briefings and the filing 
of our international flight plans. In addition, 
Air Journey also retained experienced 
local “ground handlers” to greet us at each 
airport and to provide us with transportation. 

At each major stop, knowledgeable local 
guides were also hired to escort us on 
guided tours. This comprehensive servicing 
removed virtually all of the stress from the 
trip. We were free to just fly our airplanes, 
enjoy ourselves, and savor the experience.  

Let the Adventure Begin
The trip started off innocuous enough. My 
wife, Miriam, and I launched toward the 
unknown from our home field in Novato, just 
north of San Francisco at the edge of the 
wine country, in our 1999 Mirage. We headed 
initially to Panama City for the rendezvous 
with JP and the other aircraft. Our adventure 
began as we flew out of U.S. airspace from 
Brownsville, Texas, and were handed off to 
Mexican ATC.  We soon were out of radar 
contact, which of course, is the normal aviation 
environment throughout most of the world. 

With few altimeter settings available, the 
flight level convention (altimeter at 29.92) 
begins as low as 3000 feet msl. Mandatory 
reporting points on airways are established 
within communication range of local airport 
towers. As in the U.S. in the event of radar 
failure, pilots on flight plans must report 
crossing these points to tower controllers 
in a format that includes the Zulu time 
estimate of reaching the next reporting 
point. IFR requests south of the border for 
“direct to” will generally be denied if the 
flight path is away from established airways. 

Unplanned Stop
As we f lew straight south down the 
Mexican coast, clouds and turbulence 
dissipated, but not the fierce headwinds. 
After a short bout of denial I had to face 
the truth: we were not going to make 
our first overnight destination, La Ceiba, 

The Ramp at the End of the Earth, Ushuaia, Argentina 
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Honduras. We would need an unplanned 
fuel stop. This was my first hint that nature 
would throw some punches during the trip.  

Near Vera Cruz, I called the tower, interrupted 
the chatter in Spanish, and announced in 
English that I was requesting permission to 
land for a “technical fuel stop.” Following 
a long silence, the controller responded 
in heavily accented but understandable 
English, “November 962WF cleared to fly 
VOR A approach 10 mile arc, report 8 mile 
final.” Within minutes I was parked on the 
ramp in 104 oF heat next to the modern, air 
conditioned customs/immigration office. 
My wife speaks Spanish and she smiled 
warmly and explained our predicament. The 
tension when we first entered immigration 
melted as she began joking and laughing 
with everyone. We were soon on our way. 

Pop Up Clearance
Departing Vera Cruz VFR, we delighted 
in the fun of flying low alongside endless 
beaches for a hundred miles or so to the 
beginning of the Yucatan Peninsula. There, 
seeing towering CB along our inland route, 
I looked up the frequency for the next 
airport with a tower. After a bit of language 
struggle, which the startled controller and I 
both rather enjoyed, I surprised even myself 
by getting a pop-up IFR clearance to La 
Ceiba, Honduras. We zigzagged around 
the weather across the Yucatan Peninsula, 
crossing northern Guatemala and over-flying 
Belize City. From there we were given direct 
to our destination straight across the Gulf of 
Honduras. The picturesque La Ceiba airport 
is on a narrow spit next to the beach at the 
foot of jagged mountains that leap 7,000 
feet straight up out of the coastal jungle.  
I felt as if I had finally made it to South 
America. But the fun was only beginning.

Jungle Rest
At La Ceiba, we rested overnight at a 
delightful resort in the jungle called Poco 
Bonito. The next morning the controllers at La 
Ceiba’s tower invited us up to the tower. The 
controllers gave an excellent weather briefing, 
and helped us file our international flight plan. 
In short order we were spiraling up over the 
ocean to get some altitude before heading 
up a deep canyon into the wild interior 
mountains.  The untamed mountainous 
landscape eventually descended to coffee 
plantations along the far drier Pacific Ocean 
side. A long row of tall volcanoes stretched 
northward through the center of the tiny 
nation of El Salvador. One, El Chaparrastique, 
a classic cone, had white steam billowing 
from its caldera.  Stephen Spielberg could 
not have created a more captivating image.

Airborne Greeting
We were routed over Tegucigalpa, the capital 
of Honduras, then south over Managua, 
the capital of Nicaragua. Our route next 
angled us over northern Costa Rica, back 
toward the Atlantic, and then across the 
Gulf of Mosquitoes into Panama. Cutting 
back again toward the Pacific side, we were 
radar identified by Panama Center as we 
neared the Panama Canal. There we over-
heard the three other aircraft in our group 
on Center frequency. How wonderful to hear 
familiar voices in a foreign land. What timing!

The others of our group had flown from 
West Palm Beach over Cuba, refueled in 
the Caymans, flew over 675 miles of open 
ocean, and were now finally nearing our 
rendezvous airport. We greeted each other 
warmly over to the air–to-air frequency.  There 
were Fred and Nancy Gillick from Chicago, 
in a Piper Chieftain Navajo N2584Z, Jim 
and Ann Young, from Colorado Springs 
in JetProp N85RT, and J.P. and Art in 
Mirage N97AA. After dodging a developing 
thunderstorm, we all landed together at 
Gelabert International, a VFR-only airport 
surrounded by dangerously high hills next 
to the Pacific entrance to the Panama Canal. 

cont. page 54 
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Miriam and I were already 3,775 miles from 
home, but were really only just getting started. 

Before leaving Panama we toured the canal 
from above, flying over the graceful Bridge 
of the Americas prior to heading across the 
Gulf of Panama. We flew over a chain of small 
islands, the Archipelago of Pearls, down the 
Colombian coast and then inland near Cali, 
where we crossed into Ecuador. We descended 
into a deep valley surrounded by volcanoes 
rising to 20,000 feet, and landed in Quito at 
9228 feet above sea level. As I taxied off the 
runway, my engine died. I had not adjusted 
my mixture to accommodate the altitude. My 
embarrassment was only lessened a bit when 
I saw the same fate quickly befall my fellow 
travelers.  This was not my proudest moment.

City of Eternal Spring 
Sitting on the equator, Quito experiences no 
seasons. But unlike other hot tropical cities at 
similar latitudes, Quito’s high altitude keeps 
temperatures at a perpetual springtime cool. 
The fertile volcanic soil, the high altitude sun, 
and the frequent light rains from condensing 
mist rising up from the Amazon basin combine 
to give plants, especially flowers, all the 
ingredients for vigorous unrestrained growth.

During our visit, the president of Ecuador, 
Lucio Gutierrez, fired the entire supreme 
court.  Fortunately, the decision was 
announced shortly after our departure, 
because huge riots ensued. A state of 
emergency was declared that closed the 
airport. A week after we left, mobs stormed 
the presidential office forcing Gutierrez to 
flee to asylum in Brazil. That was a close call.

White Belly Above
The fortunately-timed departure from Quito 
gave new meaning to density altitude. We 
used what seemed like half of the 10,236 ft 
runway. I then had to climb rather quickly to 
FL230 to meet the minimum crossing altitude 
at an intersection over the cloud-shrouded 
Andes. I enjoyed a half-hour head-start on 
Jim and Ann, but I saw on TCAS their JetProp 
rapidly gain ground as I was passing through 

FL220. The JetProp soon zoomed past me 
nearly a mile above, its sparkling white belly 
outlined sharply against the sky’s dark blue. 
Soon we were over Ecuador’s largest city, 
Quayaquil, where we turned south to cross 
the Gulf of Guayaquil into Peruvian airspace. 

The skies cleared as we landed for fuel and 
customs at Trujillo, Peru, a dusty, desolate 
strip next to the ocean in the northern desert 
wilderness. It looked like Iraq, with adobe 
hovels and a few isolated date palms. The 
tower controller, who spoke limited English, 
became flustered when four private airplanes 
suddenly swooped in together. On the ground 
someone told us that no American registered 
private prop planes had ever landed at 
this airport. We then departed for Lima.  

White Gloves and Tuxedos
The fourth largest city in South America, 
Lima is a sprawling metropolis of more than 
10 million people. Through a connection 
from Thierry Poille, the owner of Air Journey, 
we were invited by a private family to dine 
in their villa built in 1537 in the heart of 
the city. We enjoyed a 7-course feast in a 
palatial candle-lit mahogany-paneled room, 
served by white-gloved butlers in tuxedos. 

Because we could not produce for the 
authorities any factory-published performance 
charts for altitudes above 10,000 feet, Peru 
would not give us permission to fly our 

airplanes over to Cusco to see Macchu 
Picchu. The airport at Cusco, at 10,860 
msl, is often warm enough to have density 
altitudes over 15,000 feet. Complicating 
matters, the airport is surrounded on 
all sides by towering mountains, which 
sometimes generate extreme orthographic 
turbulence. Apparently, these factors have 
led to a number of accidents. We had no 
choice but to acquiesce to the indignity of 
hopping on a commercial shuttle to Cusco. 

Southernmost Commercial Runway
 in the World, Ushuaia

The Inca Mystery Fortress of Macchu Picchu 
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Talk of the Town
On board, the airline pilots said that because 
our Malibus were parked in front of the main 
disembarkation ramps here and in Quito, we 
were the subject of much air-to-air chatter 
among airline crews all over Latin America. 
Curious about our trip and our airplanes, the 
pilots invited one of us (we selected Fred) to 
join them in the cockpit jump seat for the flight.

Departing Peru turned into an interesting 
exercise. With our airplanes parked on 

the ramp next to the jetliners, the officials 
considered us smaller versions of the same. 
To the immense amusement of the pilots 
in our group, security insisted on issuing 
each of our wives a formal boarding pass 
to enter her own airplane. The husbands, 
whom the locals endearingly insisted upon 
referring to as “cap-e-tan”, were to conduct 
the security checks. This led to tasteless 
ribaldry about which I will say no more. 

Apparently, no official airspace user fees 
for prop airplanes had ever been issued. 
As Americans in our own private planes, 
appearing to be unimaginably wealthy, 
the Peruvian officials decided to practice 
some extortion. They charged us $2000 per 
airplane as an airspace fee. Our normally 
unflappable and diplomatic guide, Jean-
Pierre, went apoplectic, waving his hands in 
the air and screaming all sorts of animated 
and colorful threats in Spanish. But to 
no avail. We paid and headed for Chile.  

Now That Is Dry
The Atacama Desert in Chile is the driest place 
on earth, as I mentioned earlier. We landed 
in Iquique, Chile, a vibrant deep-water port 
city where there has never in history been 
a recorded drop of rainfall. Mummies in the 
local museum, found atop nearby Andean 
mountains, are older than those in Egypt, 
perfectly preserved by the arid climate. Rock 
strewn hills of sand, thousands of feet high, 

rim the city, whose municipal golf course 
sports not a blade of grass, only sand and 
gravel. The desert is so completely barren 
that NASA uses the site to test Martian rovers.  

From Iquique, we flew in silky smooth air 
down the coast, with the blue Pacific on the 
right, the red Atacama Desert underneath, and 
the white snow capped Andes on the left, a 
special version of red, white and blue. The dry 
desert air was so crystal clear that I could see 
the mighty Aconcagua, the highest mountain 
in the western hemisphere at 22,841 feet, over 
250 miles away. The approach to Santiago, 
Chile, brought us right past that mountain. 
Imagine flying along at FL170, dwarfed by 
the peak still more than one mile above. 

A Bit Chilly in Chile
Santiago is the wealthiest city in Latin 
America, sprouting a dense thicket of 
middle-rise glass skyscrapers at the base of 
the Andes.  After an oil change, a tour, and 
some world-class dining, we were flying south 
again over spectacular Andean mountains, 
glaciers, forests, fjords and, as always, 
volcanoes. We did a quick refueling in the rain 
at Puerto Montt, a resort town in the bucolic 
Lakes District, and then headed out over 
landscape reminiscent of southeast Alaska. 
The outside air temperate had been dropping 
a degree or two every fifteen minutes from 
the moment we left Iquique. By the time 
we reached southern Chile the freezing 
level had descended from over 18,000 ft 
to 5,000 ft. This temperature profile is not 
surprising when you consider that Chile is long 
enough to stretch from Guatemala to Alaska. 

A Bit Bumpy
As we neared Puerto Natales, our VFR-
only destination airport, darkness was 
near, and lenticular clouds were ominously 
standing guard dead ahead. We hit severe 
turbulence in our descent eastbound below 
the summits, while my wife was in the back 
busy taking pictures. I immediately climbed 
to lose speed, dropped the gear, and put out 
the brakes.  Still, I could barely control the 
airplane. Loose objects, which in this case 

cont. page 56 
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included my wife, continued to fly about the 
cabin making loud and distracting noises. 
In desperation, I turned and flew southwest 
away from the higher peaks. That helped. 
But night was almost upon us and weather 
was closing in fast. I decided to follow the 
descending ridgelines south until they got 
lower, then descended through a hole in the 
clouds to the leeward side of a deep canyon. 
That did the trick. Flying low and slow, a few 
hundred feet above the ground, I twisted 
down the winding canyon in the twilight 
following a white-water river. Finally, I put 
the wheels down on the gusty Patagonian 
runway in the last gloomy gasp of twilight.   

Even Bumpier Still
A nasty storm was brewing as we returned 
to the airport in Puerto Natales after acting 
like tourists for a few days. The weather 
had already turned ghastly in Ushuaia, so 
we decided instead to make a quick dash 
about 100 miles south to Punta Arenas, 
Chile, the southernmost city on the mainland 
of South America. There we would wait out 
the weather. The wind, which had been 
only breezy before, began to rise sharply 

as we prepped our airplanes. When the first 
Malibu took off, the wind was 25 knots. When 
Miriam and I lined up on the runway shortly 
thereafter, the tower called the wind at 37 
knots, gusts higher. From the moment the 
wheels came off the runway, I knew that this 
was going to be a hellish ride. Art’s Mirage 
had taken off ahead of us and JP soon came 
on the air-to-air, in his calm, understated 
radio voice, to report severe turbulence. 

Patagonia is renowned for some of the worst 
weather in the world, especially high winds. 
As we approached the top of the 4,000 foot 
ridgelines, the eddies slammed into us like 
professional wrestlers. My Garmin 296 flew 
off the dash, hit the ceiling and ricocheted 
into my forehead. The impact was so hard I 
initially thought the Garmin had broken my 
skin. Back in the rear seat, no matter how 
tightly she pulled her belt, Miriam’s head 
kept slamming into the ceiling. She grabbed 
a sleeping bag in a stuff sack and placed the 
newly-designed cushion between her head 
and the roof. She held her elbows up at 90 
degrees, with forearms poised straight up 
against the ceiling. I looked back at her in this 

ridiculous position. Our eyes meet. She was 
pale but smiling bravely. We laughed. This 
is what couples call a “bonding moment.” 
It would count for a million wife-points.  

Airspace Incursion
At 9,000 ft the cross-wind was at least 100 
knots. In hand-flying the airplane, I had 

Fall Colors on the Desolate, Pristine Island of Tierra Del Forego 

Exploring with the Gang at Torres Del Paine 
National Park, Chile
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inadvertently blown 15 miles off course, out 
of Chile and into restricted military airspace in 
Argentina. The controllers in Punta Arenas had 
radar, and they told me in no uncertain terms to 
get back into Chile and on course. I corrected 
course, then went back on autopilot, which 
needed a 50 degree crab to hold course. 

As we descended on approach to Punta 
Arenas, our situation improved, since the city 
is located on a plain south of and away from 
the mountains. As I crossed over the airport, 
I assumed that clearance to land would soon 
be forthcoming. But instead the controller 
bumped me for a jumbo cargo jet 20 miles 
out. By the time that jet had landed and I 
was finally vectored from downwind into the 
localizer, I had blown over 15 miles across 
the Strait of Magellan, over the island of Tierra 
del Fuego, almost out of sight of the airport.  
When I turned inbound, my groundspeed 
was less than 70 knots. With the plane 
bucking and lurching, I applied full power, 
intercepted, joined, and headed in to the field. 
The surface gusts were so strong that in spots 
they churned the white caps on the surface 
of the sea into a thick, white foamy spray 
that blew horizontally, giving the dizzying 
impression that the sea itself was moving. 

Accustomed to dealing with fast jets, puzzled 
why I was still dawdling, and with more jets 

piling up behind me, the annoyed female 
controller asked me, “Toe whiska folks, you 
continua da poach!?” “Yes! Si!” I shouted. 
Like there was an alternative? As I approached 
the runway on a plateau on a high cliff next 
to the water, the down draft eddy plunged us 
down toward the frothy surface of the sea. 
Still recovering I wobbled sideways across 
the threshold of runway 25 as the tower called 
“wind 290 at 49 knots.” Gusts had to be 60 
knots or higher. The final 50 feet of descent 
was almost like landing a helicopter. The 
wheels touched at a ground speed of about 
25 knots as I came to an almost immediate 
stop. On the ground we cut short our guided 
tour of Punta Arenas. With winds shrieking, 
and the temperature plunging to 30 oF, we 
were freezing off our parka-covered behinds.   

At this point, “getthereitis” was eating us alive. 
We were now only a one hour flight from 
Ushuaia, Argentina, the southernmost city in 
the world. Located in a deep fjord adjacent 
to high mountains on the far southern end 
of Tierra del Fuego, high winds, severe 
turbulence, deadly icing and freezing rain 
are common. Knowing that we were likely 
going to head into all of these forbidding 
terrors the next day, each pilot that night 
tossed and turned in bed, lost in his own 
fears. Jim was worried about low ceilings, Art 
was concerned about ice, Fred was anxious 
about getting above the weather in his un-
pressurized Navajo. Miriam feared turbulence, 
and I fretted about what would happen to 
us if we ditched in the icy water in such a 
remote place with limited rescue assets. 

End of The Earth 
The next morning, contrary to predictions, 
the weather was much improved. Spirits 
soared. We launched into dense low clouds, 
but soon after crossing the Strait the weather 
cleared completely. We began exclaiming 
to each other on the air-to-air, excitedly 
taking pictures of the glaciated mountains, 
stunningly beautiful fjords, mirror-surfaced 
lakes, and colorful fall foliage in the valleys 
of Tierra del Fuego. The city of Ushuaia 
rolled under the wing as we banked left out 

over Beagle Channel, named for the ship 
that took Charles Darwin on his famous 
expedition. As we rolled onto final, before 
us lay the southernmost commercial runway 
in the world, 9051 miles from home. On the 
ground, with planes neatly lined up in a row, 
all framed by gigantic icy mountains, we 
exchanged joyful hugs and happy high-fives. 

We lodged in a ski resort above town with 
a commanding view of the city, surrounded 
by hardwood foliage in blazing fall colors. 
The clouds quickly returned during our 
celebratory dinner as a storm blew in with 
full force.  Later that night as we lay in bed 
listening to wind gusts rattling the lodge and 
slamming snow against shaking windows, 
we anxiously contemplated the eleven 
thousand miles of adventure that still lay 
ahead. Those adventures, of which there 
was plenty, will be described in Part II in a 
subsequent issue. Do not change that dial.

Cavorting at the Equator—
One Foot in Each Hemisphere

Exploring with the Gang at Torres Del Paine 
National Park, Chile



Fall 2005 60 M•MOPA



Fall 2005 61 M•MOPA



Fall 2005 62 M•MOPA

by Russ Caauwe

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

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

NEW MEMBERS

 William Hill
 N921GG
 Shepherdsville, KY

William has a Mirage.  He has over 750 hours 
and holds an Instrument rating.

 Roy Heaps
 Surrey, British Columbia
 Canada

Roy has over 4000 hours.  He holds Instrument, 
Multi and Helicopter ratings.

 Kenneth Hall
 N92717
 Vassar, MI

Kenneth has over 7200 hours.  He has SEL and 
Instrument ratings.  His company is Wilson 
Stamping and Manufacturing, Inc.

 Melvin Helphrey
 N333MM
 Asheville, NC

Melvin has a new Meridian.  He has over 2500 
hours and holds ATP MEL Helicopter and 
Citation ratings.

 Donald S. Jones
 N798MT
 Lodi, CA

Donald is Executive Director of American 
MasterTech Scientific Inc.  He has over 1950 
hours and has a new Mirage.  He holds a Private 
license with and Instrument rating.

 
 John W. Overton Jr.
 N152AL
 Minnetonka, MN

John is a Cardiothoracic Surgeon.  He has 
a new Meridian and has over 1300 hours.  
He holds a Private license with MEL and 
Instrument ratings.

 Paul Z. Okean
 N43MN
 Palm Beach, FL

Paul has a Private License and an Instrument 
rating.  He is the owner of a new Meridian.  He 
is President of Morningstar Nursery, Inc.

 Charles Langdon
 Shingle Springs, CA

Charles lists his occupation as “RV’s”.  He has 
over 857 hours and holds SEL and Instrument 
ratings.

 Paul Stafford
 N498MM
 Huson, MT

Paul is a Commercial Broker.  He has over 780 
hours and holds ASEL, Glider, and Instrument 
ratings.  He has a Mirage.

 Neil Wexler
 N13JC
 New York, NY

Neil has over 1500 hours.  He has a Private 
license with an Instrument rating.  He is a 
Consulting Structural Engineer. He has a 
Mirage.

 Bill Davidson
 Lewisville, TX

Bill is a broker/developer/investor.  He has 
over 420 hours and holds a Private license and 
instrument rating.

 David Garvey
 Batavia, OH

David has over 5500 hours.  He holds ATP, BE-
300 Type Rating AMEL Commercial privledges 
ASEL CFI MEI and AGI ratings.  He lists his 
occupation as Pilot Training.

 Tomas Ortega
 Mexico City, Mexico

Tomas’ company is Hy-Tech Logistics.  He has 
over 1400 hours and holds SES, Instruments 
and Glider ratings.

 John Miller
 Dublin, OH

John owns Seiberling Associates, Inc. which is 
an Engineering firm.  He has over 5500 hours 
and hold SE, ME, and Instrument ratings.

 Fred Weibel
 N117NU
 Lodi, CA

Fred is President of Weibel Family Wine Group.  
He has a JetProp, and has over 4500 hours.  He 
holds SEL and Instrument ratings.
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 Phil Smith
 N120FW
 Carefree, AZ

Phil is a custom home builder.  He has over 
2600 hours and holds SEL and Instrument 
ratings.  He has a Mirage.

 Jeff Miller
 N46PM
 Dallas, TX

Jeff ‘s company is Blake-Miller Communications.  
He has over 1065 hours and holds a 
Commercial license with ratings Instrument, 
Multi-engine and Seaplane.

 Bill Lanfri
 N5329Q
 Portland, OR

Bill has a Meridian.  He has over 2200 hours and 
holds the following: ATP, CMEL, CJ, RA390 Type.

 Terry Donohue
 Brisbane, Australia

Terry says he will soon have a 2006 Meridian.  
He has over 1000 hours and lists his ratings as:  
CPL/Multi IFR.

 Frank Leone
 N26KC
 Bedford, NY

Frank is a Dentist and an Oral Surgeon.  He has 
over 1800 hours and now has a Meridian.  He 
holds Multi and Instrument ratings.

 David Malin
 Asheboro, NC

David is a Dentist.  He has over 750 hours and 
holds a Commercial license with an Instrument 
rating.

 Stefan Roell
 D-EKIM
 Ulm, Germany

Stefan holds a Private license with SEL, Land 
and Sea and an Instrument rating.  He has a 
new Meridian.

 Kristopher Terrones
 N234Z
 Romeoville, IL

Kristopher has over 1200 hours and holds 
Private and Commercial licenses.  He has the 
following ratings: Instrument, Multi, CFI/II/MEI.

 Mac Tichenor
 Dallas, TX

Mac has over 1200 hours and holds SEL, MEL 
and Instrument ratings.

 Joe Rainey
 Kaysville, UT

Joe has over 350 hours and holds SEL and 
Instrument ratings.

 Mike Kugler
 N9124Y
 McCook, NE

Mike has a Malibu.  He has over 2500 hours 
and holds a Private license with SEL, MEL, 
Instrument, Glider and Balloon ratings.

 Jonathan Lones
 Vero Beach, FL

Jonathan is Regional Sales Manager for 
SouthEast Piper.

 Greg Zaser
 Bellevue, WA

Greg’s company is Zaser & Longston, Inc.  He 
has over 740 hours and holds a Private license 
with an Instrument rating.

 Bob Cavnar
 Houston, TX

Bob has over 260 hours and holds SEL and 
Instrument ratings.

 Ford McTee
 N14PC
 Austin, TX

Ford is the Manager for Financial Services 
with Wachovia.  He has over 1900 hours and 
holds a Private license with Multi Engine and 
Instrument Multi Engine ratings.

 Michael Patrick Bell
 N209ST
 Rockville, MD

Michael is President of a Mortgage Closing 
company.  He has over 400 hours and holds a 
Private license with an Instrument rating.

 Jim Mueller
 N4356L
 Atlanta, GA.

Jim is in the Large Aircraft Leasing (Cargo) 
business.  He has over 6700 hours and holds 
the following license and ratings: Commercial, 
A/S-MEL Rotorcraft//Instrument.

 Bill Reidy
 N90SE
 Bayview, ID

Bill is a Charter Pilot.  He has over 3330 hours 
and holds the following ratings:  Instrument 
MEL &amp; SEL, ATP, CE-5255, CE500, LR-Jet.

 Al Simmons
 N9132V
 Terryville, CT

Al is CEO of Mustang Motorcycle Products.  He 
has over 4176 hours and holds a Private license 
with an Instrument rating.

 David Mercier
 N550JK
 Kappa, IL

David has over 556 hours.  He holds SEL and 
Instrument ratings.

 Gary Williams
 N751TP
 Gresham, OR

Gary’ occupation is Real Estate investments.  He 
has a Malibu.

 Bart Bartlett
 San Jose, CA

Bart is in Sales and Marketing.  He has over 
1250 hours and holds CFI/II, MEI, Commercial 
Single and Multi ratings.  Welcome back Bart!

 
 Jackson Peng
 N350WF
 Quogue, NY

Jackson’s occupation is Real Estate.  He has over 
900 hours and holds Multi, and Instrument 
ratings with a Commercial license.
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Ocean. Contact Spruce Creek Fly-In Realty  
for information on all properties and prices, 
new or resale. Website: www.fly-in.com
Lenny Ohlsson, Broker
email: sales@fly-in.com 
800-932-4437 or Evening 386-761-8804

GPS MANUAL 
Pilot Friendly GPS MANUALS from ZD 
Publishing, Inc. These task-oriented manuals 
lead you step-by-step through all the 
operations. Includes descriptions of all pages. 
Valuable take-along aids for the cockpit. Our 
library includes: Garmin’s GPSmap 296, 196, and 
295, GNS 430 and 530, Bendix’King’s KLN 89B/
KLN 94, 90B, and 900. IFR models $39.95. Hand 
helds $34.95. Add $6.00 for S&H. Other than 
U.S. add $6 more. ZD Publishing, Inc., PO Box 
3487, Wichita, KS 67201, 888-310-3134. www.
zdpublishing.com

FLORIDA Spruce Creek Fly-In
America’s Premier #1 Fly-In and Country Club 
Gated Community with it’s own Airport. 4,000' 
paved lighted, east/west runway, paved taxi-
ways, fuel. Featuring hangar homes, golf course 
homes, nature homes, and condominiums. 15 
minutes from Daytona Beach International 
Airport and the Atlantic  

M•MOPA Classifieds

Special Purchase Composite  
3-bladed Mirage Propellers 
Hartzell is offering factory overhauled  
3-blade composite propellers for a special  
price of $13,500 ... an $8,400 savings off of  
the $21,900 list price. These used composite  
3-bladed Mirage propellers were removed from 
aircraft converted by JetProp LLC to their new 
DLX This special Top Prop kit includes the 0 
TSO propeller, new de-ice kit, used spinner, STC 
paperwork and a 1 year/1000 hour  
warranty. Availability is on a first come, first 
served basis. Call 800-942-7767 or email 
topprop@hartzellprop.com.

2003 Socata 
TBM 700C2, S/N 257 with 362 hours total time 
and One Owner since new.  800 lbs of payload 
with full fuel.  Under warranty until May 2006.  
Honeywell/Garmin equipped including EFIS, 
Dual Garmin 530’s, IHAS-800 System, Real time 
Weather, Excellent paint and interior.  Owner 
will consider trade for Piper Meridian.  Visit our 
website www.caijets.com to view specs and 
pictures.
J.P. Hanley, Corporate AirSearch Int’l
(954) 491-0225 or email jp@caijets.com

2002 Socata 
TBM 700B, S/N 234 with 375 hours total time 
since new.  Like new condition in and out! 
Equipped with the desired optional pilot access 
door ($50,000) and is fully loaded including 
EFIS, Dual Garmin GNS-530’s, KMD-850 MFD 
with EGPWS, Nexrad real time weather, BF 
Skywatch TCAS, and RDR-2000 radar.  Visit our 
website www.caijets.com to view specs and 
pictures.
J.P. Hanley, Corporate AirSearch Int’l
(954) 491-0225 or email jp@caijets.com

2002 Socata 
TBM 700B, S/N 215 with 750 hours total time 
since new.  Only one owner on this Socata 
maintained aircraft since new.  Equipped with 
EFIS, KMD-850 MFD, EGPWS, Skywatch TCAS, 
Real time Weather.  Aircraft is based in Miami, 
Florida and available immediately.  Visit our 
website www.caijets.com to view specs and 
pictures.
J.P. Hanley, Corporate AirSearch Int’l
(954) 491-0225 or email jp@caijets.com

1992 Socata 
TBM 700A, S/N 27.  You will not find a better 
equipped or looking “A” model TBM.  In 2003 the 
owner had the avionics upgraded with a MX-20 
MFD with Jepp Chart View, Dual Garmin 530’s, 
Ryan 9900 TCAD, and WSI real time weather.  
The exterior was repainted and the interior was 
refurbished.  Visit our website www.caijets.com  
to view specs and pictures.
J.P. Hanley, Corporate AirSearch Int’l
(954) 491-0225 or email jp@caijets.com

http://www.fly-in.com
 http://www.zdpublishing.com 
 http://www.zdpublishing.com 
http://www.caijets.com
mailto:jp@caijets.com
http://www.caijets.com
mailto:jp@caijets.com
http://www.caijets.com
mailto:jp@caijets.com
http://www.caijets.com
mailto:jp@caijets.com
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Training Update ... 

Advanced Flight Training 
International, Inc.
Vero Beach, FL

(772) 778-7815

Initial & Recurrent Courses

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

Initial & Refresher Courses

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

Initial & Refresher by Appointment

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

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

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

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

Initial & Recurrent Training

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

Initial & Recurrent Training

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

Initial & Refresher Training with
John Mariani at any location

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

Initial & Recurrent Training

DATE LOCATION AIRPORT FBO HOST

Oct. 7-9, 2005 Olathe (Kansas Johnson Co. Executive Kansas City Kansas City
 City, KS) Airport (OJC) Aviation Center, Inc. Aviation Center, Inc.

RWR Pilot Training
Baltimore, Maryland
1-866-870-8196
www.rwrpilottraining.com

Initial & Recurrent Training for Malibu, 
Mirage, and Meridian with Dick Rochfort 
at any location

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

Initial & Refresher by Appointment

MMS & TF TRAINING SEMINARS

Helpline ...

620-728-8634

Events Calendar ... 

15th Annual Convention
September 14-18, 2005
Groton, CT






