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by Jeff Schweitzer

Letter from the Editor

cont. page 8 

Malibu Instructors
The few souls brave enough to 
teach us how to fly the PA-46, and 
keep us current, are critical to this 
organization, and to the future of 
the Malibu and Mirage and their 
turbine progeny. The stable of “Malibu 
Instructors” is comprised of a small 
number of experienced and dedicated 
pilots who work hard to keep all of us safe. 
MMOPA’s Board believes the time has 
come to pay tribute to these fearless CFIs. 
I say fearless because all who have been 
asked have been willing to fly with me, 
providing sufficient proof of their bravery. 

We tried to capture as many profiles as 
possible for the article. Each instructor has 
an interesting story to tell, and all bring 
a tremendous wealth of experience and 
knowledge to the table. We are fortunate 
as a group to have such a talented team of 
instructors at our disposal. This tribute is 
a long time in coming. The tribute is also 
long. Therefore, we have been forced to 
divide the article into two parts labeled, oddly 
enough, Part I and Part II. Instructors Mary 
Bryant and John Mariani were selected by 
random to be featured in Part II in the next 
issue. So please do not forget about Mary 
or John as you hear from all the others.

Turns out that all of our CFIs are a shy bunch. 
Capturing one of these elusive creatures on 
film is about as easy as getting a good shot 
of Sasquatch. After several unsuccessful 
expeditions left me with nothing but some 
grainy photographs of shapeless forms in the 
distance, I enlisted the help of Dick Rochfort. 
The photographs you see in the article are 
the result of his fine work using digital magic 
to doctor my botched attempts. I did not 
give him much to work with, so what you 
see is miraculous, even if less than perfect.

Let me say right up front that I know this article 
will create a storm of protest from anybody 
associated with any CFI not featured. I urge 
you to blame me, rather than the author, 
Mark Spitzer, who undertook the difficult task 
of interviewing the instructors and capturing 
their words of wisdom at my request. I tried my 
best to include everyone. Any omissions are 
accidental only, either the result of scheduling 
conflicts between the author and the instructor, 
or a result of my ignorance or oversight. I truly 
apologize to any CFI who I did not include. 
One glaring omission is Lester Kyle and his 
group of excellent instructors, including Phil 
Wright and Dave McVinnie, all of whom I 
recently saw at the Malibu Mirage Safety and 
Training Foundation in Fredericksburg, too 

late to add to the feature article. Mark and 
Kyle just never caught up with each other by 
the time the deadline rolled around. I hope 
to feature Lester and his group in the near 
future. If other instructors not included in this 
issue, due to my human failings, would like to 
be featured in round two, please contact me.

The space devoted to each instructor was 
dictated solely by his or her response to 
a common set of questions. The author 
sometimes asked follow up questions, 
so the queries are not identical between 
instructors. I did not dictate the questions. I 
did not pre-determine how much real estate 
one instructor would occupy compared to 
another. You will understand my need for 
that clarification when you read the article. 
I placed no restriction on the answers, and 
printed them all in full, as the instructors gave 
them. Some instructors, well, er, have more 
to say, than others. A certain instructor of 
Italian heritage, to be featured in Part II, does 
come to mind. But I will not mention names.

Finally, to avoid any accusations of bias, I 
have presented the instructors in a randomly-
selected order. With those paranoid caveats 
behind us, please enjoy this introduction 
to our fine group of CFIs. Not that MMOPA 
members give me any reason for paranoia.

Editing, Censorship and Controversy
Read the articles by Dave Coats, Jim Yankaskas 
and Doug Leet, and you will notice that we 
have some honest disagreements within the 
MMOPA family, with Dave representing one 
perspective, and Jim and Doug the other. You 
might legitimately ask why as editor I have 
allowed our dirty laundry to be aired in public. 
My answer: my role is to edit, not censor. I 
believe one primary purpose of the magazine 
is to foster debate and allow different views 
to be presented in their best light. I could 
sugarcoat the dispute, and apply a heavy 
hand in editing, but I believe that is the wrong 
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Letter From the Editor
(continued)

course. Without endorsing one view over the 
other, I want arguments for both sides to be 
put forth by the proponents, with you, the 
reader, deciding what logic is most persuasive. 
All of us are striving to improve MMOPA and 
support its core mission; we have some 
honest disagreements about how to achieve 
those objectives. Jim, Doug and Dave offer 
here different views for your consideration. 

I do, however, want to add one bit of 
editorializing here myself, as a junior member 
of the Board. Members elect the Board to run 
the organization for us. Certainly, members 
will not agree with every decision the Board 
makes, just as we do not endorse every 
vote our representatives make in Congress. 
The health and strength of MMOPA speak 
volumes about the quality of past and present 
leadership that has made MMOPA the envy 
of aviation organizations everywhere. Even if 
I disagree with a particular course of action, 
I defer to the Board once the Board votes, 
even if I have voted in opposition. That seems 
to be the nature of the democratic process. 
But protest, too, is healthy, and keeps every 
body honest. So, dear reader, you decide. 
 

You Want What?
So, there I was, cruising along at 27,000 feet, 
minding my own business, following a familiar 
route between Austin, TX and Hayward, 
CA. On this ISA-plus day, flying over the 
Arizona border, with an outside temperature 
registering a balmy -29 oC, I found myself in 
and out of stratus clouds, with occasional light 
turbulence. Life was good, and the weather 
for the remaining portion of the trip looked 
slam-dunk. Then, with no warning, my airplane 
was covered completely in thick, solid-white 
ice, which quickly formed odd pellet-sized 
balls on top of a heavy layer coating my wings 
and tail. I have seen much ice in my day, but 
I have never seen anything like this before. 
And at -29 oC! Somebody had sprayed my 
wings with frozen milk, and then sprinkled that 
mixture with thousands of 1/8 inch diameter 
white ball-bearings. The icy balls actually 
formed on the wings, rather than striking as 
an already-formed ball and then sticking. 
This was truly an odd sight to behold. I could 
detect no run-back past the boots, fortunately. 
Shortly after the first encounter with the ice, 
the airplane shuddered with a disturbing 
vibration, which I attributed to the propeller. 
I think the ice was accumulating so fast that 
the timed heat, alternating between blades, 
allowed the ice to build up asymmetrically 
on the prop, causing the vibration. As I was 
in visible moisture, I already had the ice door 
activated, and the pitot heat was on as always. 

I immediately turned off the autopilot, and called 
ATC to request lower. The controller twice said, 

“You want lower due to severe ice?” Finally, 
in frustration, I replied, “affirmative, INDIA-
CHARLIE-ECHO, ice, and I am descending 
right now.” I was anxious to descend because 
popping the boots did not clear the ice, which 
was sticking like superglue to the airplane. 
Perhaps I had blundered into a military 
experiment with new anti-aircraft technology. 
In any case, I thought that leaving the scene 
of the crime might be prudent. The controller 
finally got the point and belatedly cleared me to 
16,000 feet as I was descending, but said that 
I could stop at a higher altitude if I broke out. 
Indeed, I broke out of the clouds at 24,000 feet, 
where I remained for the rest of the trip. The 
ice eventually sublimated off the wings and tail. 

Every paper I have ever read, and every expert 
I have ever heard, has always said that those 
conditions should be too cold for ice to form, 
unless you find yourself in a cumulus cloud, 
where water can be super-cooled to extreme 
temperatures. Here is a quote from a NASA 
report: “In the stable conditions usually 
associated with stratiform cloud, icing will 
form where the outside air temperature (OAT) 
is in the range 0 °C to –10 °C. The continuous 
icing layer is usually 3000 to 4000 feet thick.” 
Yet there I was in a thin layer of stratus, being 
mummified by frozen milk at temperatures 
well below those limits. I am here to tell you 
that you can get ice at -29 oC, and severe 
ice at that. Thankfully, I had my ice door 
activated when I hit the stuff: I suspect the 
extremely rapid buildup would have made 
for an unhappy turbine engine if the ice had 
not been deflected away from the intake.

Meridian!
In this issue we revive a column devoted to 
the Meridian, building on our experience 
with the pioneering Turbine Times, moving 
from alliteration to eponymy. We launch this 
new feature with a glorious cover photo of 
the magnificent airplane. I am hoping this 
engenders less controversy than some 
other covers we have done. I know those 
members who seek the purity of a Malibu-
only organization find the Mirage and 
Meridian to be interlopers unworthy of 
real estate on the front of the magazine.

I could not be more delighted to introduce 
Doug Pendleton, who has bravely agreed 
to author the new column. This welcomed 
addition to the magazine is a product of our 
website, on which one member expressed 
concern that the Meridian was being neglected 
by MMOPA. Puzzled by that accusation, but 
accepting its sincerity, I solicited a specific 
set of grievances from the author of the 
complaint so that the organization could 
respond appropriately with concrete actions to 
resolve any disparities in MMOPA’s emphases. 

I encouraged him to write a Meridian column 
for the magazine as one means of addressing 
his concerns. While the creator of the original 
post, curiously, never did respond, either to 
my invitation to write for the magazine, or with 
a list of problems, Doug volunteered for duty, 
and you will see the wonderful result of his 
efforts in the very copy you hold in your hand.

Safety Foundation
In the darkened classroom, watching John 
Mariani expound excitedly on the wonders 
of hydraulic fluid and the mysteries of bell 
cranks, the thought occurred to me that 
MMOPA has done something amazing 
here. The Malibu Mirage Safety and Training 
Foundation (MMST&F) was created with 
the encouragement of your organization. 
The result is noteworthy. Five times per 
year, a large group of pilots gather together 
in locations across the country to learn 
more about their airplanes, not because 
they must but because they are motivated 
by safety. The questions posed during the 
meeting are proof of the foundation’s worth. 
Some of us are flying our airplanes with 
only a minimum level of understanding of 
systems, procedures, and operations. All who 
attend are striving to improve. All of us can 
learn more, even the most grizzled veteran 
aviator. We fly complex airplanes in a hostile 
environment, and primary training once per 
year is simply not enough to ensure our safety. 

For those of you who do not know, the 
sessions are broken into classroom and 
flying times. Instructors, including those 
featured in this issue, rotate through the 
attendees, flying with each for a few hours. 
Flying sessions are not a test, but instead 
an incredible opportunity to work with an 
instructor to iron out any wrinkles or brush off 
some rust (iron, rust…sometimes the genius 
is hard to bear). Having trouble flying a GPS 
approach? No problem! Just shoot a few with 
your instructor, with no pressure of passing or 
failing. Haven’t flown partial panel in awhile? 
A bit weak on emergency gear extensions? 
You can cover all of that and more in your 
allotted time. In Fredericksburg, I focused on 
hand-flying GPS approaches, holding, and 
flying instrument approaches on partial panel. 
I always feel like a safer pilot when I am done.

The classroom is equally important. Nobody 
knows the plane better than John Mariani, 
and he graciously shares his deep knowledge 
with us. Plus, the sessions are simply fun, 
with camaraderie leavening the hard lessons, 
and good food and drink capping each day. 
If you have not yet attended one of the safety 
foundation sessions, consider breaking 
your streak this year. You will not regret your 
attendance, which might some day save your life.
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The View from Vero Beach
Piper and Honda … and Beyond
by James K. Bass

Piper Perspective:

President and CEO
The New Piper Aircraft, Inc.

James K Bass

As I write this column, Piper has come off one 
of the most eventful weeks in the history of our 
company. On July 25th Piper and Honda held 
a joint news conference at EAA Airventure in 
Oshkosh to announce what is an unprecedented 
alliance in the history of Piper Aircraft. Simply 
put, our business alliance with Honda is to 
collaborate on sales and service, and to 
explore opportunities in engineering and other 
areas within general and business aviation. 

News of the alliance came in the wake of 
Honda’s announcement that it is bringing the 
HondaJet to market. The business alliance will in 
part support that effort by providing a new level 
of sales and service with the goal of setting a 
higher standard for the quality of the ownership 
experience to meet the needs of jet customers. 

All of this is and has been very exciting. 
After all, the innovative HondaJet is a 
formidable competitor in the growing light 
jet market. At this point the prototype six-
to-seven seat, twin-engine HondaJet has 

completed hundreds of hours of flight-
testing, accumulated some impressive 
numbers – such as achieving an altitude of 
43,000 feet and a speed of 412 knots – and 
is on course to meet or exceed all of its 
design specifications. Moreover, HondaJet 
features several innovations that help it 
achieve far better fuel efficiency, larger 
cabin and luggage space and higher cruise 
speed than conventional aircraft in its class. 

In addition, there are several things that 
make this alliance unprecedented. First off, 
the nature of our two companies makes this 
alliance particularly special in the history of 
general aviation. Secondly, the scope of the 
alliance speaks to unprecedented goals.

The business alliance between Honda and 
Piper marks the beginning of what will be a 
significant and fruitful undertaking. Honda is a 
company with a rich heritage of bringing high 
quality, innovative products to market, and 
that makes this business alliance a perfect fit, 
given the commitment both Piper and Honda 
have to providing our respective customers 
with world-class products and services. 

Both Piper and Honda bring a wealth of 
experience and expertise to the table, and 
both Piper and Honda are committed to 
the future of aviation with individual plans 
for exciting and capable new products.

Honda is one of the world’s leading producers 
of mobility products including its diverse 
line-up of automobiles, motorcycles and 
ATVs, power products, marine engines and 
personal watercraft. In addition, Honda is the 
world’s preeminent engine-maker, with annual 
worldwide production of more than 20 million 
engines. And on a global basis, Honda has more 
than 130 manufacturing facilities in 29 nations.

As for Piper, next year marks the 70th 
anniversary since William T. Piper started Piper 
Aircraft, and since the beginning, Piper has 
been an innovative force in aviation. As you all 
know, there are many historic achievements 
in the Piper scrapbook. For example, to 
millions of people around the world, General 
Aviation can be summed up in two words: 
Piper Cub. In fact, in some countries, all 
General Aviation aircraft are described as 
“Pipers.” That’s the power of the brand. 
And that’s not too surprising, considering 
that Bill Piper is known as the “Henry Ford 
of Aviation,” and the yellow Piper Cub is the 
acknowledged symbol of personal flight.

\We’ve also built on that solid foundation. 
Today, for example, Piper is the only general 
aviation manufacturer to offer a complete line 
of aircraft for every general aviation mission. 
In our nearly 70 years in aviation, Piper has 
produced more than 144,000 aircraft. We 
have developed more than 180 models. 
And we cover the global marketplace with 
80 sales and service centers worldwide. 

To that end, we have launched a new campaign 
that evokes our history and heritage. Over 
the course of the next several months, you 
will see us focus on the accomplishments 
that have made Piper an innovative force 
in aviation – accomplishments such as the 
production of some of the most significant 
aircraft in the history of aviation, and a 
reputation for quality and utility that spans 
generations. As a result, we have changed 
our corporate name to Piper Aircraft, Inc. to 
reflect our heritage and vision for the future.

And now, with this important announcement, 
we are allying with a company that has 
a stellar record for the same innovative 
accompl ishments  in  i t s  endeavors . 

What was perhaps missed in the initial blush 
of the announcement was a second very 
important piece of news. Many people were 
quick to assume that the alliance between 
Piper and Honda put the seal on my promise 
to “finalize Piper’s jet strategy by the end of the 
year.” They simply assumed that the Honda 
jet was the finalization of our jet strategy.

That ’s  not  the case.  There is  more 
news now, and more news to come. 

We held news of the alliance close until 
Oshkosh. What we also announced is that we 
would finalize our jet strategy with a product 
announcement of our own at NBAA in Orlando 
in October. That product will be complementary 
to the HondaJet … not at cross purposes. And 
our plans to deliver a new standard to meet 
the needs of jet customers speak to the goals 
of both Piper and Honda concerning jets.

Suffice it to say that Piper has etched its 
image on aviation. From the Piper Cub 
to today’s Malibu Meridian, Piper aircraft 
have defined eras and fueled history. They 
are waypoints that speak to generations. 
They create the freedom of flight. This 
October, Piper will once again fulfill its vision. 
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Jim Yankaskas

MMOPA Mission
by Jim Yankaskas

Note from the President

The MMOPA Board held its annual meeting 
at the Gaylord Texan Hotel near the DFW 
Airport on April 1, 2006. Our agenda covered 
the 2006 Colorado Springs event and future 
conventions, the Malibu/Mirage Safety and 
Training Foundation (M/MS&TF), and many 
business items. We addressed MMOPA’s 
mission at length, and I want to share 
with you the essence of that discussion. 

Our By-laws state that “…it shall be the 
Association’s principal purpose to educate, 
train and keep the owners and operators of 
Malibu and Mirage aircraft informed as to all 
issues relating to the safety and operation 
of these aircraft.” MMOPA has fostered that 
purpose with increasingly effective means, 
including the academic program at the 
annual convention, the MMOPA Magazine, 
the M/MS&TF training sessions, and our 
website. MMOPA has worked to foster helpful 
relationships with New Piper and our major 
powerplant and avionics manufacturers. Our 
New Piper ombudsman program has been 
successful: the program led, for example, 
to the availability of replacement gas caps 
at a lower price. As turbine-powered PA-
46’s joined our piston fleet we adapted our 
programs to meet the new educational and 
training opportunities. A suggestion that 
MMOPA expand its efforts to embrace all 
high performance single engine pressurized 
airplanes generated a lively discussion at the 
membership meeting of our 2004 Palm Springs 
convention. There was an overwhelming 
sentiment to remain focused on the PA-46 
aircraft. I am glad to report that the current Board 
continues to support MMOPA’s established 
missions and to keep our focus on the PA-46.

Academic Programs
I got involved with MMOPA when Doug Leet 
and I gave the Fred B. Hyman Memorial 
Lecture on engine-out IFR emergencies at 
the 1997 Nashville Convention. We described 
glide performance, strategies for sequential 
drag addition, and approach techniques to 
make power-off IFR approaches to paved 
runways, which would end with a successful 
landing. The strategy we described works, 
and we practice the technique regularly. At the 
MMOPA 2003 convention in St. Augustine, we 
shared an updated version that incorporates 
the benefits of GPS navigation. We published 
the update in the spring 2004 issue of the 
MMOPA Magazine (volume 13, pp 28-29). 

The quality of some of the academic 
presentations at the 1997 meeting was 
disappointing. Our complaints met with a 
predictable response. By 2000 we were on 
the MMOPA Board and charged to improve 

the academic program. Several noteworthy 
changes occurred. Despite an occasional weak 
speaker, the academic program has steadily 
improved, with more advanced avionics, piston 
and turbine engine, and operational sessions. 
Two years ago we introduced a systematic 
speaker evaluation and feedback system. 
Last year we added speaker handouts. This 
convention will be even better. Doug Leet has 
stepped into an unexpected academic chair 
vacancy. With assistance from Bill Alberts 
and select Board members, he has done a 
yeoman’s job of organizing a superb academic 
program. This program features a renewed 
focus on the PA-46, insight from aviation 
university professors, piston and turbine 
engine sessions, and practical autopilot 
sessions, all of which are certain to be useful 
for every member. Several general aviation 
magazines and websites suggest that we 
can expect some interesting news from New 
Piper at our Colorado Springs convention. 
This academic program reflects MMOPA’s 
mission statement by advancing aviation 
knowledge and effectively promoting safety, 
fully consistent with our solid commitment 
to serve the members of this organization.  

Communications
Transparency is conductive to effective 
leadership, and is the policy that I have found 
to be most effective in my professional and 
volunteer activities. We review details of the 
organization’s status at the membership 
meeting at each annual convention, and strive 
to be complete and concise. Please come 
and participate. This year’s topics will include 
MMOPA’s relationship with New Piper, and the 
emerging very light jet (VLJ) aircraft. The Board 
addressed these issues at our April 1 meeting, 
in a May 2 conference call, and through several 
telephone and e-mail interchanges. It is good 
news that the Board clearly decided to adhere 
to the mission statement described above. 
This decision reenergized our commitment 
to develop strong academic programs and 
to enhance member benefits. We have 
improved our communications with Jim Bass 
(President and CEO) and his leadership team 
at New Piper Aircraft. This should foster their 
continuing support of our convention and 
lead to improved academic contributions. 
There was controversy about the Board’s 
decision to focus on our established mission 
rather than on other areas. Dave Coats 
presents an alternative point of view in his 
regular column, Coats Corner. Despite his 
concerns, I assure you that MMOPA is not 
beholden to any party. The Board and I remain 
committed to lead MMOPA in pursuit of its 
mission in the best ways possible. I welcome 
your input and participation in this quest.
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Douglas Leet

Douglas Leet studied at Michigan 
State University and received his 
M.D. degree from The University 
of Chicago. Internship, residency 
and fellowship in General Surgery 
and Urology followed in Chapel 
Hill at The University of North 
Carolina. He practices Urology in 
Raleigh, specializing in pediatric 
and microsurgery, female urology 
and oncology. Flying was always 
just a dream until 1978, when 
he began early morning lessons 
before work during his fellowship 
in general surgery. Thirty days later, 
with nearly continuous ground 
school, he had his private 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

Aviation News

My job as a writer responsible for reviewing 
our fleet’s accident record is definitely getting 
easier. The last MMOPA Magazine issue 
included only one “incident” involving a hard 
landing, which resulted in bent wings requiring 
replacement. We suffered no fatalities or injuries 
(other than to the ego). This quarter we did it 
again. There are just two non-fatal/non-injury 
accidents to report. This is the first time I can 
remember such a long period without fatalities. 
I hope this is a wave of the future. Perhaps 
the Safety and Training Foundation seminars 
are paying off? Now, on to the accidents:

NTSB Identification: DEN06LA062 
14 CFR Part 91: General Aviation 
Accident occurred: Thursday, April 13, 2006 
   in Hope, NM 
Aircraft: Piper PA-46-350P
Registration: N82LL 
Injuries: 1 Uninjured

This is preliminary information, subject 
to change, and may contain errors. Any 
errors in this report will be corrected when 
the f inal report has been completed.
 
On April 13, 2006, about 1607 mountain 
daylight time, a Piper PA-46-350P, N82LL, was 
substantially damaged when it struck a road 
sign during a forced landing 4 miles west of 
Hope, New Mexico. Visual meteorological 
conditions prevailed at the time of the 
accident. The personal flight was operating 
on an instrument flight rules flight plan 
under the provisions of Title 14 CFR Part 
91. The private pilot on board the airplane 
was not injured. The cross-country flight 
originated at Las Cruces, New Mexico, 
and was en route to Clovis, New Mexico. 
 
The pilot reported that approximately 35 
miles south of Roswell, New Mexico, while 
in cruise flight, the engine manifold pressure 
dropped followed by a loss of oil pressure. 
The pilot elected to divert to Artesia, New 
Mexico, when the airplane’s engine seized. 
The pilot performed a forced landing on a 
highway. During the emergency landing, 
the airplane’s right wing struck a road sign, 
causing substantial damage to the airplane.

NTSB Identification: DEN06LA076 
14 CFR Part 91: General Aviation 
Accident occurred Friday, May 12, 2006 
   in Del Norte, CO 
Aircraft: Piper PA-46-350
Registration: N41827 
Injuries: 4 Uninjured

This is preliminary information, subject 
to change, and may contain errors. Any 

errors in this report will be corrected when 
the f inal report has been completed.
 
On May 12, 2006, approximately 1645 mountain 
daylight time, a Piper PA-46-350, N41827, 
piloted by a private pilot, was substantially 
damaged during a hard landing at Del Norte 
Municipal and County Airport (8V1), Del Norte, 
Colorado. Visual meteorological conditions 
prevailed at the time of the accident. The 
personal cross-country flight was being 
conducted under the provisions of Title 14 
Code of Federal Regulations Part 91 without 
a flight plan. The pilot and 3 passengers 
on board the airplane were not injured. The 
flight originated at Fort Worth Meacham 
International Airport (FTW), Fort Worth, Texas, 
approximately 1140 central daylight time. 
 
In a telephone interview with an FAA inspector, 
the pilot said he made his final approach 
to runway 26 at 85 KIAS (knots indicated 
airspeed) and 2 notches of flap deployed. 
About 150 yards from the runway threshold, the 
airplane “fell” and began to sink excessively in 
a nose high attitude. He attributed this to wind 
shear. The airplane landed hard and bounced. 
The pilot said he retracted the landing gear 
and added power to abort the landing. He 
said the landing gear did not retract and 
the engine did not respond. The airplane 
swerved 90 degrees and slid into the dirt. 
 
A pilot-witness said the wind was about 5-10 
knots down the runway and no gusts. The 
accident airplane’s approach was low and 
with a high power setting. When the airplane 
touched down, it rolled forward on its nose 
wheel (wheel barrowing). He heard power 
applied and he said the gear started to come up. 
 
The FAA inspector who examined the airplane 
said the main landing gear was partially 
retracted. The nose gear could not be 
seen. The left main gear strut protruded 
through the top of the wing. A metal post 
was impaled in the left horizontal stabilizer.

Commentary
The first accident involved an engine failure 
and the pilot walked away uninjured. That 
is always a fine ending. The insurance 
company just bought an airplane. The 
second accident is a little suspicious for a 
“stall.” Of course, there is wind shear, though 
the witness account does not support this. 
Again, no fatalities. Let’s keep this going.

What’s Up With the MMOPA Board?
I have been on the Board of Directors for 
MMOPA for about 8 years and most, perhaps 
all, of the meetings have been predictable 
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and (yawn) boring. Not this last meeting and 
subsequent telephone conference meetings 
on follow-up. To bring you all up to date with 
the issues and controversy, I need to begin 
last fall when the new academic committee 
was formed to relieve our past academic 
chairman of that role, since he is now the 
President. The committee consisted of three 
MMOPA members, with one member (Richard 
Bynum) still on the Board and the other two 
(Dave Coats and Jon Sisk) not. According 
to a source, Bynum asked Vern Raburn of 
Eclipse fame to be the keynote speaker in 
December 2005. The Keynote lecture is usually 
reserved for our Hyman slot dedicated to 
“safety.” Bynum did ask a few Board members 
their opinion and no one objected. I was not 
one of the members “polled.” Bynum and 
Yankaskas met with the New Piper’s Jim 
Bass in Florida in February to make contact 
and promote a healthy relationship with the 
new CEO. Before going, I remember asking 
Yankaskas to query Bass regarding having 
the CEO of Eclipse as our keynote speaker. 
I thought this may be a little touchy for Piper, 
and certainly did not qualify as a safety 
talk for our PA-46 airframe. To my surprise, 
Yankaskas and Bynum were given the “OK” 
by Bass for Raburn. Case closed? No. 

During our April Board meeting we received a 
letter from Piper CEO Bass. He had “second 
thoughts” about Raburn and had been 
influenced by the other senior Piper staff. He 
went on to say ask why Piper should support 
an organization that quite heavily promotes 
other competing aircraft. He said Piper would 
do better spending its money other ways. The 
next 4-5 points suggested ways Piper and 
MMOPA could work together constructively 
with the convention and communications. After 
thinking about his points, I spoke up and said 
I agreed with all of Bass’s points. As a matter 
of reference, none of the other pilot/owner 
organizations allow any other aircraft to be 
advertised or promoted at their convention, 
period. MMOPA has been quite liberal with 
allowing exhibitors and lectures from other 
plane manufacturers. We subsequently had a 
vote and decided in a 6-3 majority to ask the 
academic committee to change the keynote 
speaker from Raburn to a more appropriate 
speaker concerning the PA-46 airframe. 

During our discussions we read our “mission 
statement,” which references only promoting 
training and safety for the PA-46 airframe. 
There is no mention of promoting the Eclipse 
or other aircraft. When the topic of expanding 
our organization to include other aircraft was 
brought up at our business meeting during our 
convention 1-2 years ago, the overwhelming 
consensus was that we were to focus more 

on the PA-46. Bynum (academic chair) 
agreed at our April meeting to change the 
speaker if the Board so voted. A few weeks 
later, however, he said he would not change 
the speaker and offered the resignation of 
the academic committee rather than submit 
to the Board’s decision. Yankaskas accepted 
the resignation and re-appointed “yours 
truly” as the new (Acting) Academic Chair. 

Major Changes  
I made some major changes in the convention 
schedule. First, I contacted Embry-Riddle 
and have booked Dennis Lessard, Assistant 
Professor and Department Chair, to give our 
Hyman lecture. Dennis is widely recognized 
for his expertise in analyzing aircraft 
operating environments, operational safety 
programs, organizational design and program 
development. He is a retired Colonel, serving 
twenty-two years in the USAF and subsequently 
as Captain and Assistant Chief Pilot with 
United Airlines. He was instrumental in over 
500 aircraft accident investigations. Next, I 
cut many hours dedicated to other aircraft 
break-out sessions (infomercials). Instead, I 
filled these with lectures on our autopilots, to 

be given by John Mariani. I gave him 3 hours 
for this because, simply, John needs that much 
time to cover the material. I also expanded 
the GAMI lecture to a mini-APS (Advanced 
Pilot Seminar) as given in Ada, OK. For the 
turbine crowd, we booked a similar mini-
turbine course as given by P&W in Canada. 
Again, we needed 3 hours to adequately 
cover enough material to be meaningful.

In summary, we have brought the focus 
of MMOPA and the convention squarely 
back to the PA-46. If one wants to learn 
about other aircraft, we still allow vendors 
to exhibit. Also, if you are entertaining the 
purchase of an Eclipse, go to the Eclipse 
convention, AOPA, or NBAA. I hate to see 
precious time at our convention spent on 
advertising and promoting other aircraft. Do I 
like the Eclipse? Sure; want to give me one? 
I would love to hear Raburn, but, maybe at a 
more appropriate time and place. This is the 
controversy. If you want MMOPA to change 
course, go to the convention and attend the 
business meeting. Give your opinion. Jim 
Yankaskas and your Board are listening.
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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 

Mistakes to Avoid

I would like to offer this month a column entitled 
“What you thought you knew,” or “Mistakes other 
people have made and how to avoid them.” 
These will all be true, or nearly true, stories about 
some experiences from which we all can learn.

During the years I was at FlightSafety 
International, I observed or have been told 
about some “interesting” situations concerning 
pilots. Some operators managed to have 
exciting times not normally associated with the 
average flight. In fairness to all concerned, no 
names will be mentioned, unless necessary 
for the story, or if I am still carrying a grudge.

Lost on the ILS
Let me set the scene for this first story. We 
begin with recurrent flight training for an 
exceptionally methodical and thorough pilot, 
and an equally skilled instructor, who shall 
remain nameless because he is close to me. 
The task was a cross-country flight, planned 
and executed by the student. During the flight, 
emergencies would be simulated. The lesson 
would be completed with several instrument 
approaches at a destination airport unfamiliar 

to both the instructor and the student. This 
was a heavily equipped early model TBM 
700A, bearing a complete package of “bells 
and whistles” from the early 1990s, including 
all the avionics and gizmos anyone could 
possibly want. The trainee used them all. He 
used the autopilot, the Stormscope, the GPS, 
the stereo; I think he even used the flight phone.

During the enroute portion of the flight, the 
simulated emergencies were all handled with 
the same high degree of skill that the trainee 
had shown during the planning phase. The 
only wrinkle came when, during the descent 
just prior to contacting approach control at 
the destination, the nasty instructor “failed” 
the heading portion of the mechanical HSI. 
As is usually the case, when the string starts 
to unravel, it unravels fast. After several rapid 
heading changes, along with altitude and 
comm frequency changes during a short 
time and distance, life became interesting. 
The approach controller was apprised of the 
“no heading gyro” situation of the flight, and 
we requested no-gyro vectors to the ILS.

With a descent airspeed of 180 knots and a 
ground speed over 200, the distance to the 
FAF disappeared quickly. With the increased 
workload and mental “stress” of the no-gyro 
headings, coupled with the need to identify 
and set up the navaids, and the fact that this 
was a training flight with an instructor watching, 
the pilot soon fell far behind the airplane. 
After several calls from approach with “turn 
right, stop turn, turn left, stop turn, turn right, 
stop turn,” the instructions came, “you are 
on the localizer, 2 miles from XYZ, contact 
tower at the marker, cleared for the ILS 9.”

Now we have some major problems. Even 
with the approach course set on the HSI 
(the course bar is still working), we have a 
full-scale “fly right” indication. The controller 
must have been mistaken when he said 
we were established on course, so let’s 
make a standard rate turn to the right for 3 
seconds to get about 10 degrees of intercept. 
That’s not working, so let’s take 10 more.

Next we get a call from the tower asking if we are 
receiving the localizer all right, because we are 
over a mile right of course. We reply that, yes, 
we are receiving just fine because that dead 
weight instructor who started this whole mess 
identified the localizer; in fact we left the Morse 
code on the speaker. Now, how can we be right 
of course if we still have a fly right indication?
The answer: we’re lost!

As you will recall, the airplane has a GPS, and 
we all know that a GPS is always the primary 
navigational source, right? Well, no, so guess 

what we forgot to do with the KCS55 HSI prior 
to the approach? We forgot to change the 
input from the GPS to the #1 Nav receiver, 
which contains the ILS. Even with the GPS/NAV 
annunciation light on the instrument panel 
illuminated bright blue. We failed to see the light 
because we were up to our collective eyeballs 
in angry alligators. So, with GPS information 
still displayed on the HSI giving us fly right 
(our cross-country course to the airport was on 
indeed on the right), we were well inside the final 
approach fix with no visible means of support.

The lesson to be learned: when things start to 
go wrong, slow down. Take your time, slow the 
airplane, ask for more help/time, and above all, 
be more careful about malfunction fixation to 
the point of altering your normal good habits.

Lost on the ILS 2: The Sequel
The next story begins with a pilot, I’ll call him 
Tommy Turbine, embarking in his brand new 
TBM 700 on his first cross-country flight since 
having the “solo only” restriction removed 
from his insurance. And, because flying with 
someone else to impress is more fun, Tommy 
has invited Polly Passenger for her first 
airplane ride. Tommy and Polly are on their 
way to Oshkosh for the big fly-in convention, 
and both are excited about the prospect of 
arriving in a conveyance as fine as the TBM. 
Tommy has regaled Ms. Passenger with stories 
of his flying skills, and has also impressed 
her with his “vast” knowledge of the TBM.

The trip is planned at an airspeed just under 
the speed of sound, which we all know is the 
normal cruising speed of the average TBM. 
Tommy has picked a refueling stop which, 
because of the weather, will allow him to 
demonstrate to pretty Polly a perfectly flown ILS.

Now, our pal Tommy has been to FlightSafety, 
and he remembers that turboprop airplanes 
are made to go high. And, because he likes 
to look at objects below as if they belonged 
in an ant colony, he has filed for FL290. 
After all, they showed him how the TBM can 
really come down from altitude in a hurry.

Pretty soon the time for lower arrives, so ATC 
issues a “pilot’s discretion” descent to 3000 feet, 
the initial approach altitude for the ILS into Fairly 
Remote World International Airport. Tommy, 
though, really wants to show those guys in the 
radar room that this is no ordinary airplane. He 
decides to stay up a little longer. Somewhere 
inside Tommy, a voice begins to murmur.

No problem, he thinks, we’re still almost 40 
miles from the marker and from 29,000 feet; 
well that is a 26,000 foot descent, and I know 
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that this bird will fall out of the sky at 3,000 
feet per minute. Let’s see, 26,000 divided by 
3,000, 3 into 26 about 9 times, and we have 
a ground speed of - WOW! I’ve never seen 
the GPS register 400 knots before. “Look at 
this, Polly,” he says. “I told you this is a fast 
airplane.” OK, now we are 30 miles out, and 
how long did I say it takes to descend, and 
at 400 knots -- gosh this math is tough. The 
voice inside Tommy is becoming restless.

Oh well, I guess I need to start down. “TBM 
Zero Tango Tango is out of FL290 for 3,000,” 
he says, and pulls the power back, lowers the 
nose and lets the indicated airspeed run up to 
the bottom of the red line. Down they come.

Now, good old Tommy is tracking the localizer 
perfectly as he is falling out of the sky. This 
should be a piece of cake; plus Polly will be 
so impressed, not to mention those guys 
in that dark radar room, he thinks. This 
should show them what a real pilot can do.

As you can imagine, ATC has been watching 
all of this with some amount of curiosity. Their 
math is much better than Tommy’s, and they 
do not believe he can make 3,000 feet before 

the airport, much less the outer marker. 
The bets are flying fast and furious in the 
TRACON. Inquires the controller of Tommy, 
“You gonna’ be able to make it”? Tommy 
responds, “Why of course,” although he now 
has doubts. The voice is becoming a choir.

We’re on the localizer, so if I just keep it coming 
down, we should be able to get on the glide 
slope. And with the cloud bases at 700 feet, 
this should still be a piece of cake. OK, 5,000 
feet and here comes the glide slope. Of course 
Tommy and Polly are still traveling at close 
to the speed of light, which means a vertical 
speed like Tommy has never before seen. The 
voice inside Tommy just started to scream.

We’re almost there he thinks, as the glide 
slope suddenly becomes erratic. “What’s 
that noise, why is the middle marker beacon 
going off now? We’re still at 2,500 feet and on 
the glideslope, how can we be at the marker 
already? The DA is 1,000 feet,” he says to 
no one in particular. Asks the voice on the 
radio again, “You gonna’ be able to make it?” 
The controller then tells Tommy to “contact 
the tower on 119.8 and good luck.” Did Mr. 
Turbine hear laughing in the background?

Tommy calls the tower as instructed, and is 
greeted with, “cleared to land, report runway 
in sight, you’re over the airport.” And now 
the glide slope, which has become extremely 
erratic, suddenly pegs at the bottom of the 
case. The voices now sound like the Mormon 
Tabernacle Choir as they shout, “go around.”

Tommy begins the go-around and calls the 
tower to indicate he would like to try again. 
After the hand-off back to approach control, 
Tommy’s call is greeted with more laughing, 
now in the foreground, and the controller’s 
thanks. “Thanks for what”? The controller 
replied, “I won the bet that there was no 
way that you could get that thing down.” But 
he was on the glideslope, thinks Tommy, 
so how could he have missed so badly?

Of course, the answer is the false glideslope, 
about which we are all taught when we first 
become instrument pilots. The false glideslope 
can be deceiving, and now Tommy knows why 
you should never intercept the GS from above 
the prescribed altitude. That laughter in the 
control tower might not be your only problem.
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by Robert Conrad and guest author Bill O’Donnell

Views from a JetProp
G-Meters: Gee Whiz or Necessity?

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

In this issue, with permission from the editor, I 
am introducing the idea of an occasional “guest 
speaker” for my column, when a member has 
something important or useful to say to our 
readers. If you have an insight, or experience, or 
special knowledge you would like to share with 
fellow PA-46 drivers please drop me a line. Our 
introductory guest author is Bill O’Donnell, who 
will share with us his insights into the G-meter. 

 “JetProp 462HP, descend to 12000, altimeter 
30.08, turn to heading 270,” instructed the 
controller, as I began my turn to the west. The 
air was turbulent in clear skies. I had received 
a weather briefing just hours before the trip 
from Las Vegas to Reno. The forecast for 
the destination was clear below 12000, with 
winds 70 – 100 knots en route. I had flown in 
strong winds before, and after all I was flying 
one of the best aircraft in the GA fleet. So 
the situation should not be too bad. I would 
certainly slow down when I arrived near Reno. 

The flight was initially uneventful. During 
our arrival, a King Air was also inbound for 
runway 34L. As a precaution, I had already 
slowed to 135 knots, and the approach 
controller saw that I was slower than the 
Beech. As a result, he vectored us toward 
the mountains and right into a wind vortex. 

Big Bang
The ride was quite turbulent, but just when we 
thought everything would be okay, the plane 
violently dropped, and my headset flew right 
off my head. The baggage we had in the back 
seats hit the ceiling and crashed back down 
to the floor. When I finally put on my headset, 
the controller was firmly questioning why 
I was a thousand feet below my assigned 
altitude. I slowed the plane down to 120 
knots, and we had the ride of our lives. I told 
the controller I was just trying to survive. The 
next thing I knew, we were climbing 4000 
feet per minute. Apparently, we had flown 
through a rogue wind, rolling off the tops of 
the mountains. Had I kept my speed up, I hate 
to contemplate what might have happened.

My beautiful wife is a cautious co-pilot and 
does not appreciate my perceived lust for 
excitement. She was quite shaken, concerned 
about the luggage, and looking for someone 
to blame for the awful weather. On the ground 
in Reno I reviewed my procedures and 
remembered the training I had received from 
my instructors. Slow the plane down, drop 
the gear and hold on. My first training session 
was a lesson by John Mariani on the effects 
of wind on the structure of the airplane. I am 
grateful for the training, which prepared me 
for what happened. (Editor’s note: for those of 

you who have attended a Safety and Training 
Foundation session, you know that John 
teaches, among other techniques, slowing 
down to 100 knots and lowering the gear, when 
penetrating severe turbulence. This article by 
Bill emphasizes the importance of that training).

We were on the ground and safe, but the 
thought had occurred to me; our plane may 
not have been so lucky. I took a long look 
around the aircraft to make sure nothing 
had stretched or buckled from the stress. 
But how much stress did the airplane take? 
What were the effects on the structure, if any? 
Had I done enough to mitigate any potential 
structural damage, or worse, an in-flight 
breakup, on my next trip? How could I know? 

“You must learn the ways of the Force,” says 
Obi-Wan Kenobi in Star Wars IV: A New Hope. 
So, taking Mr. Kenobi’s advice, I hit the books. 

May The Force Be With You
The PA-46 has several structural limitations, 
including useful load, maximum operating 
airspeed, and maneuvering speed, to name 
a few. And at no time can the plane exceed 
its 3.8 positive-G Limit Load Factor (LLF) 
and 1.52 negative-G LLF. The G-forces on 
an airplane are caused by several factors, 
which include airplane weight and speed, all 
control surface manipulations, wind shear, 
excessive turbulence, and landing force. 

From high school, we know that Force = Mass 
times Acceleration. The more mass an object 
has, the greater the force needed to produce a 
given acceleration. So, with that in mind, here is 
a question for you. You have a large metal ball 
hanging from a string, and on the bottom of the 
ball you have another string, of the same size, 
tied to the floor. The ball is suspended in the air 
by the two strings. If you instantaneously pull 
down on the bottom string, to move the ball, 
which string is likely to break, the top string or 
the bottom string? Physicists tell us that the 
bottom string will be the first to yield. Why?

The force on the string below will allow the 
bottom string to stretch more because, 
momentarily, the top string and ball are 
absorbing the instantaneous force as a 
combined mass. The bottom string, with 
less total mass, experiences more force 
momentarily than the top string, and so is 
more likely to break. The airplane has the same 
properties. The more mass the ball (airplane) 
has, the more likely it will be resistant to forces 
of acceleration. Conversely, a smaller mass 
is less resistant to acceleration. Simply said, 
the heavier an object, the more resistant the 
object is to external forces (gusts). The lighter 

Bill O’Donnell

Bill resides in Las Vegas and is 
a retired Nevada State Senator. 
Bill and his wife Mary own a real 
estate company in the event you 
are interested in buying a casino. 
Mary is the poet in the family, as I 
am sure you noted from her moving 
contribution to the Spring 2006 issue. 
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your airplane, therefore, the more you need to 
be cautious about wind gusts. You must slow 
down in turbulence to reduce the amount 
of lift the wing is generating. Remember, 
too much lift is what breaks up an airplane.
 

May You Measure The Force
I am not an engineer, but something told 
me I needed to understand the forces 
on the plane, and to be able to quantify 
these forces. What are the consequences 
of turbulence at different speeds? These 
airplanes are certified to remain whole up 
to a certain load factor limit, or G rating, 
and this force is what I needed to measure. 
 
Just what was the force on my JetProp? 
Remember, Force = Mass times Acceleration, 
so the answer should be easy to calculate. 
Unfortunately, I will never know the forces 
my airplane experienced during my trip to 
Reno because I had nothing onboard to 
measure acceleration. But in fact a simple 
tool is available to make sure the acceleration 
variable in the equation is known: the humble 
G-meter. We know how heavy the airplane 

is (mass). With the meter, we would know 
how many G’s the airplane is experiencing 
(acceleration). With those data points in 
hand, we could easily calculate the force 
on the plane. Remember, though, that the 
within-limit forces on the airplane constantly 
change because the mass of the plane is 
constantly decreasing as fuel is burned.
 
Clearly, installing a G-meter is the easiest 
way to fully understand the forces on the 
PA46 while in flight. So I duly went out and 
purchased a G-meter (accelerometer) from 
an Internet vendor. When I unpackaged 
the unit, I could not believe the forces the 
meter was registering when I bumped it just 
a little with my hand. With the new unit in 
my airplane, I am now able to control the 
speed of the aircraft with confidence, and 
know the load factor being applied to the 
airplane at any time. I also know when to 
aggressively start slowing down the airplane.

Easy Installation
The installation took only a couple of hours. 
I pulled out my recorder/timer and replaced 

that with the 2 ¼ inch Falcon G-meter. The 
new unit fit right into the existing hole. The 
boys at the avionics shop kindly showed me 
how to tie the butterfly nuts on the back so 
I would not loose them. I had the avionics 
shop jumper the voice pins in order to 
bypass the recorder portion of the audio.
 
One reason I migrated to the PA46 is speed. 
And I suppose many of us want to extract 
the maximum speed from our toys. Yet we 
must be careful about what we experience 
in the flight levels. Knowledge is king, and 
with a G-meter you will be in a better position 
to take maximum advantage of the Malibu’s 
impressive performance while staying solidly 
within the design limitations of the airplane. 
The G-meter is the one quantifiable source 
of force on the plane in turbulent weather. 
Why the G-meter is a necessity on my 
aircraft has become all too apparent to me.

Shortly after installing the meter, and after 
flying just a few hours in the flight levels, we 
were recording almost 2 positive Gs and 0.5 
negative Gs in rough air. Time to slow down!
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Wake Vortices
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.

When the weather gets warm, we humans 
want to travel. For pilots, that means the skies 
are full of airplanes. Now that the summer 
flying season is here in full swing, you’re going 
to get cleared to takeoff and land behind many 
of your heavier cousins. So, how much do you 
really remember about wake vortices anyway?

All aircraft in flight generate a wake, caused by 
a pair of counter-rotating vortices trailing from 
the wingtips. Vortices from other aircraft can 
impose rolling moments on your airplane that 
exceed maximum roll-control authority. That is a 
fancy way of saying a wake vortex can roll your 
plane right, even while you input full left aileron. 

Pause and Lead, Don’t Follow
Consider this report from the NTSB. On July 
8, 2001, a Cessna 402C, call sign “Cair 65,” 
was destroyed when it struck the runway after 
takeoff from Logan International Airport (BOS), 
Boston, Massachusetts. The story picks up 
as Boston Ground is giving taxi instructions.

“Cair Sixty-Five, Boston Ground, taxi to 
runway two-two right, intersection departure 
at fifteen right, via kilo, November, fifteen 
right; there will be a wake turbulence 
delay.” The pilot replied: “fifteen right, we’re 
going kilo, November, we’ll ah, we’ll go 
ahead and waive the non-heavy, Sixty-Five.” 

Note that the controller issued a wake 
turbulence delay because he had just cleared 
US Airways flight 677, a Boeing 737 weighing 
118,635 pounds, for a full-length takeoff on 
Runway 22R. The Cessna was positioned 
for an intersection takeoff on the same 
runway, but the pilot did not want to wait, so 
he waived the wake turbulence delay and 
elected to depart immediately after the 737.

The Cessna pilot reported that the nose wheel 
from the 737 was lifting off as the airplane 
passed by his position. He could see exhaust 
smoke, and noticed that both the airplane and 
the exhaust smoke had drifted to the left of the 
runway centerline at the time of his departure. 

Just 38 seconds after the 737 was cleared 
for takeoff, the tower called, “Cair Sixty-Five, 
Boston, caution wake turbulence, preceding 
full length departure was a seven-thirty-seven, 
traffic holding full length, turn right into position, 
runway two-two right from one-five right, cleared 
for takeoff.” The pilot replied, “We’re cleared to 
go from one-five right, Cair Sixty-Five thanks.” 
 
According to a witness at the scene, just after 
becoming airborne, landing gear retracting, 
the airplane was in a shallow climb. It was 
about 30 feet off the ground when it rolled 

hard to the left. The angle of bank continued 
to increase, and as the airplane rolled past 
about 110 degrees, the left wing contacted 
the runway. The airplane continued to roll 
over on its back with the nose and vertical 
stabilizer striking the runway. The airplane 
then slid into the grass, pivoted on the left 
wing, then came to rest and caught on fire.

Emergency personnel responded to the 
accident site and extinguished the fire. The 
pilot, who was able to exit the airplane without 
assistance, was treated by emergency personnel 
at the site, and then taken to a local hospital. He 
was lucky to escape with only minor injuries.

Danger Comes in All Sizes
Most general aviation pilots know they should 
not take off immediately after an airliner. But 
did you know small airplanes can also produce 
dangerous wakes? Consider this excerpt from 
a NASA ASRS report from a Cessna 185 pilot:

We took off as the third airplane in a flight of 
three. The first airplane was loaded to about 
2,500 pounds. The second airplane was near 
gross weight of 3,350 pounds, and my airplane 
was third, weighing about 2,700 pounds. Take 
off was normal, breaking ground in about 
1,000 feet. We began to climb at between 85-
90 mph and reached an altitude of about 65 
feet when the right wing dropped violently and 
the nose dropped, making the airplane turn 
90 degrees to the right. I used full left rudder 
and aileron and up elevator to counteract the 
forces on the aircraft. We landed about 200 
feet from the runway, shearing both landing 
gear. Wake turbulence caused this to happen.

I have always been taught to associate wake 
turbulence only with large aircraft, but the 
danger is very real when following heavily 
loaded single-engine aircraft. GA pilots need 
to know that wake turbulence can be present 
no matter what size aircraft they are following. 

Vortex Behavior
Knowing dangerous vortices come from 
all aircraft, we must do our best to avoid 
them. In order to do that, you must properly 
visualize their point of origin and movement 
thereafter. And to do that, you must understand 
some basic points about vortex behavior.

•  Vortices are a byproduct of lift, and 
begin the moment an aircraft leaves 

 the ground.
• Circulation is outward, upward, and 

around the wingtips.
•  Vortices remain spaced a bit less than a 

wingspan apart, and drift with the wind.
•  Vortices sink at several hundred fpm, 
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then slow and diminish in strength.
• Vortices close to the ground move 

laterally at 2 or 3 knots
•  Crosswinds decrease lateral movement 

of the upwind vortex, and increase the 
movement of the downwind vortex.

•  Tailwinds can move vortices along 
 the runway into your touchdown zone. 

Avoid landing behind other aircraft 
 in tailwinds.

Vortex Avoidance
To put that behavioral knowledge into 
operational practice, let’s look at some 
of the FAA’s advice on how to best avoid 
var ious  s i tua t ions  where  you might 
encounter wake turbulence when flying. 

Scenario Solution
Departing behind an aircraft that just took off 

from the same runway

Rotate prior to the aircraft’s rotation point and climb above its climb path until turning 

clear of the wake
For intersection takeoffs on the same runway Be alert to adjacent aircraft operations, particularly upwind of the runway of intended 

use. If an intersection takeoff clearance is received, avoid headings that will cross 

below the preceding aircraft’s path
En route Avoid a path below and behind other aircraft. Change position laterally and preferably 

upwind
Landing behind an aircraft arriving on the 

same runway

Stay at or above the other aircraft’s approach flightpath and land beyond its 

touchdown point
Landing behind an aircraft arriving on a 

parallel runway

Consider the wind and the possibility of vortex drift. Stay at or above the other aircraft’s 

final approach flightpath and note its touchdown point
Landing behind an aircraft departing on the 

same runway

Land prior to the departing aircraft’s rotating point

Landing after an aircraft arriving on a crossing 

runway

Cross above the other aircraft’s flightpath

Landing behind an aircraft departing on a 

crossing runway

Note the other aircraft’s rotation point. If it’s past the intersection, land prior to the 

intersection. If prior, avoid flight below the other aircraft’s flightpath, and abandon the 

approach unless a landing is ensured well before reaching the intersection.
Landing or departing after an aircraft executes 

a low approach, missed approach, or touch-

and-go landing 

Vortices settle and move laterally near the ground. Wait 2 minutes prior to a takeoff or 

landing

Aircraft Capability
While knowledge is your number one tool to 
avoid wake turbulence, a close second is the 
inherent capability of your aircraft. The wider 
its range of performance, the more options you 
will have to deal with various wake scenarios.

For example, Peter Duncan, Chief Pilot for 
Pilatus Business Aircraft commented, “There 
are several ways a PC-12 helps mitigate wake 
turbulence encounters. When it comes to 
spacing, its slow speed ability gives you the 
freedom to slow down to 86 KIAS at gross 
weight, or 67 KIAS at a minimum landing 
weight. This gives you tremendous ability to 
maintain or increase spacing when following 
another aircraft. The PC-12 also has exceptional 
short-field approach characteristics, allowing 

you to fly steep, full-flap approaches and stay 
well above the wakes of other aircraft, and 
still safely land on the remaining runway.”

Smooth Sensibility
No matter what airplane you fly, just remember 
to take the conservative approach and always 
leave yourself an out when it comes to 
potential wake encounters. And pat yourself 
on the back whenever you take action to 
increase spacing and change your flight path 
to avoid wakes. The extra minute or two it 
takes will make no difference in your schedule, 
and you’ll enjoy a safer and smoother ride.

To learn more about wake turbulence, go to 
www.faa.gov and download Advisory Circular 
AC 90-23F, “Aircraft Wake Turbulence.” 
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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 

Collision Avoidance
by Mary Bryant

A growing portion of the PA-46 fleet has some 
form of traffic avoidance system onboard, 
and many of us are become increasing 
reliant upon them. Although these devices 
provide additional information, we, as pilot in 
command, still have the primary responsibility 
to “see and avoid.” Unfortunately, looking out 
the window is fast becoming a lost art as we 
are preoccupied with programming our GPS, 
getting the latest weather updates and calling 
the FBO to make sure the car we ordered is on 
the ramp, waiting for us when we land. As a pilot, 
“see and avoid” is one of the more important 
responsibilities we have, and it cannot be 
delegated solely to our high-tech equipment. 

Use of TCAS/TCAD has also made us realize 
how much more traffic is present than we 
were aware of prior to having the extra set 
of eyes.  When equipment or ATC advises, 
“traffic 12 o’clock and 1 mile,” often the 
target can be difficult to locate quickly with 
our Mark IV eyeballs. Scanning technique 
is critically important. Also interesting and 
somewhat unnerving is seeing how ATC 
does not always issue traffic advisories in 
a timely manner, even when flying IFR. As 
our fleet becomes faster, convergence times 
correspondingly diminish, increasing the 
likelihood of collisions. Compliance with 
airspeed limits will also become more of an 
issue as some or our members move up to 
VLJs and other higher performance aircraft.

Below is a review of statistics, techniques 
and FARs per ta in ing  to  co l l i s ions , 
and  more  impor t an t l y,  a vo idance .

Questions 
 1. Where and when do most midair 

collisions occur?
 A. head on
 B. overtaking converging angles
 C. day
 D. night
 E. near airports
 F. en-route
 G. VFR
 H. IFR

2. In which part of the airport 
environment are collisions apt to 
occur?

 A. within 5 miles
 B. within 10 miles
 C. entering the pattern
 D. on final approach
 E. high volume, towered controlled 

airports
 F. non-towered airports

3. Approximately how long does it 
take for a pilot to see and avoid an 
aircraft? 

 A. 3 seconds
 B. 8 seconds
 C. 13 seconds

 D. 20 seconds
4. Based on the answer to number 3, 

with a closure rate of 200 knots, 
how long does it take 2 aircraft on 
a collision course 2 miles apart to 
collide?

 A. 11 seconds
 B. 24 seconds
 C. 36 seconds
 D. 1 minute, 20 seconds

5. An aircraft’s anti-collision lights 
are required to be on whenever the 
engine(s) are running.

 True
 False

6. The aircraft speed limit below 10,000 
MSL is:

 A. 156 knots  
 B. 200 knots
 C. 250 knots
 D. 300 knots

7. The aircraft speed limit in Class B 
airspace is:

 A. 156 knots
 B. 200 knots
 C. 250 knots
 D. 300 knots

8. The aircraft speed limit beneath 
Class B airspace is:

 A. 156 knots
 B. 200 knots
 C. 250 knots
 D. 300 knots

9. The aircraft speed limit in a VFR 
corridor is:

 A. 156 knots
 B. 200 knots
 C. 250 knots
 D. 300 knots

10. The aircraft speed limit at or below 
2,500 AGL within 4 NM of the primary 
airport of Class C or D space is:

 A. 156 knots
 B. 200 knots
 C. 250 knots
 D. 300 knots

11. Aircraft speed limits are:
 A. knots indicated airspeed
 B. knots calibrated airspeed
 C. true airspeed
 D. ground speed

12. The ATIS for your airport of intended 
landing indicates Land and Hold 
Short Operations (LAHSO) are in 
affect. You must plan to comply if you 
desire to land at this airport.

 True
 False
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cont. page 28 

13. You are approaching to land and 
have been cleared to land with a 
LAHSO provision in your clearance. 
Suddenly, showers commence 
over the airport. You are confident 
you can comply with the LAHSO 
instructions and are anxious to 
land fearing worsening weather 
conditions. You expedite the landing 
safely complying with the LASHO 
instructions. You are in compliance 
with the FAR’s?

 True 
 False

14. If you are confident you can comply 
with a LAHSO clearance on a dry 
runway, there is no reason to decline 
it. 

 True
 False

15. ATC calls traffic 2 o’clock and 2 
miles. You should immediately look 
to the 2 o’clock position and continue 
looking in that vicinity until acquiring

 the aircraft visually or being advised 
traffic is no longer an issue.

 True
 False

Answers
1. B., C., E., G. The vast majority of midair 

collisions are at overtaking converging 
angles and do not involve high rates 
of closure. In addition, most midair 
collisions occur near airports, in day, 
VFR conditions. As a result, it would 
appear that many collisions could be 
avoided by a disciplined habit of see 
and avoid.

2. A., D., F. Most collisions occur within 
5 miles of an airport. About 80% of 
traffic pattern collisions occur on final 
approach. Two-thirds of collisions near 
airports occur at non-towered airports. 
Again, most occur during the day in 
VFR conditions. These facts suggest 
that we must be especially vigilant 
during these phases and conditions 
of flight. We may also be too quick 
to mute the audio traffic alerts when 
entering the traffic pattern, assuming 
they are triggered by aircraft on the 
ground. Make sure you positively 
identify the aircraft causing an alert 
when in these environments. 

 
3. C. Twelve and one-half seconds are 

required based on statistics provided 
by Jeppesen. This includes time to 
visually acquire the aircraft, recognize 

that it is on a collision course, physically 
react to divert the plane and response 
time from the aircraft. Obviously, this 
would vary some depending upon the 
pilot and the aircraft. 

4. C. If the aircraft are 1 mile apart it would 
only take 18 seconds to collide. If the 
aircraft are ½ mile apart it would only 
take 9 seconds to collide, less than 
the expected reaction time. At PA-46 
speeds, our closure rates could very 
possibly be much higher. The pilot must 
react immediately to alerts at these 
distances. 

5. As annoying as this can be for ground 
crew and nearby pilots, this is “true,” 
unless doing so would interfere with 
the safety of the flight such as in hazy 
conditions or when waiting to be 
cleared onto a runway at night when 
the strobes could be confused with 
runway approach lights by landing 
aircraft. The PA-46’s “taxi lights” are 
the best for visibility from 12 o’clock. 
Remember that the landing light is only 
on when the gear is down. Since the 
landing light is located on the nose 
gear, it is retracted when the gear 
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 Is up. Below 10,000 feet, use strobes 
and taxi/pulse lights. NAV lights must 
be used for night time but provide little 
in the way of visibility during the day.

6. C.

7. C.

8. B.

9. B.

10. B.

11. A.

12.  False. Acceptance of a landing 
clearance including LAHSO instructions 
is at the discretion of the pilot. However, 
once the clearance is accepted, the 
pilot must comply.

13. False. Technically the clearance 
should be renegotiated since LAHSO 
operations are prohibited on wet 
runways. As always, the pilot has 

final authority to accept or decline a 
clearance.

14. False. For aircraft of less than 
6,000 pounds payload or 20 seats, 
restrictions for acceptance of a LAHSO 
clearance exist. Remaining runway 
from the threshold of a runway after the 
LAHSO requirement must be a least 
the distance specified in the aircraft’s 
Pilot Operating Handbook (POH) for 
landing over a 50 ft obstacle plus 
1,000 ft. Again, the pilot always has 
final authority to accept or decline a 
clearance.

15. False. Look in the direction of the traffic 
initially and than start a systematic 
scanning of the entire area visible from 
the cockpit. Although the eye can see 
a 200 degree arc, it can only focus on 
the center 10 degrees. Therefore, it is 
very hard for the eye to see anything 
in the periphery unless it is moving. 
Aircraft on a converging course do 
not generally appear to be moving. In 
addition, the aircraft may already be 

Issues and Answers
(continued)

in a somewhat different position by 
the time ATC issues the advisory and 
the pilot commences looking. It is also 
possible that ATC indicates the wrong 
position. Some years ago at our home 
town airport, there was a mid-air with 
one aircraft on downwind and another 
entering the pattern. The traffic warning 
issued by the tower to the downwind 
aircraft was actually 180 degrees off 
the actually position. So instead of 
looking left where the aircraft was, the 
downwind pilot only looked to the right 
and collided with the aircraft. After 
initially scanning the position reported 
by ATC, look in the opposite direction 
and then begin a systematic search 
of the sky with emphasis on the ATC 
reported position.

Many of the statistics and facts quoted 
above were taken from Jeppesen and AOPA 
sources. 
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by Kevin Mead

Malibu Maintenance
Aircraft Records

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.

Regular oil changes, an annual inspection 
or an unanticipated tire change first come to 
mind when we think of aircraft maintenance. 
But faithfully updating your aircraft records 
can be almost as important as the physical 
maintenance. Obviously, accurate and 
complete records can impact safety, as in 
the case of your weight and balance sheet. 
But being able to provide a paperwork trail 
that fully documents the history of your 
aircraft has the added benefit of enhancing 
your plane’s value should you decide 
to sell. Aircraft records can be grouped 
according to their purpose. Some documents 
establish ownership, some detail the original 
configuration of the plane as well as changes 
made after leaving the factory, and another 
group records the day-to-day maintenance 
of the aircraft. I’ll consider these groups one 
at a time and end with a records checklist 
similar to that which I use in my own shop.

Ownership documents
This is a small category, consisting only of 
the registration document usually kept in the 
back of the Malibu. If your plane does not 
already have one, I recommend having a clear 
plastic pocket sewn onto the aft baggage 
bulkhead cover for displaying this certificate. 
A mechanic who is making a major alteration 
or repair to your plane must be able to find this 
certificate, and the document must accurately 
show the way the plane is registered with 
the FAA. He or she will need this information 
when completing the FAA form 337 to record 
a major alteration or repair. Registration 
information that is even slightly off can result 
in the FAA returning the form for clarification. 

Aircraft description documents
This category includes your aircraft’s original 
equipment list and subsequent revisions, 
as well as copies of documents recording 
changes or repairs made to the plane. These 
papers are usually found in the flight manual 
or Pilot’s Operating Handbook (POH). The 
POH should always be kept in the plane for 
reference. From time to time, Piper updates 
these manuals, and the revisions issued 
should be incorporated into the book. 
Piper’s publications department will send 
the three most recent revisions for your 
manual free of charge. If your revision status 
is further behind than that, you will need to 
purchase a new flight manual. The last time 
I checked, this was around $500.00, so you 

will want to keep up with your free revisions. 

JetProp owners will have two flight manuals, 
the original manual issued with the plane 
and a separate JetProp manual. It is my 
practice to add all updating documents to 
the original manual just so everything is 
in one place. When adding or removing 
equipment for the first time after conversion, 
be sure to point out to unfamiliar shops 
that the current weight and balance figures 
will be found in the JetProp manual, as 
the aircraft was weighed after conversion. 

One document kept in the POH is your plane’s 
original equipment list, which consists of 
several long sheets of paper folded together. 
These long sheets are printed front and back 
with a comprehensive list of everything in and 
on your aircraft when delivered from the factory, 
along with the weight and position of each 
item. This list should be revised as equipment 
is added to or removed from the plane. 

Other documents kept in your POH include 
FAA form 337s, flight manual supplements, 
weight and balance revisions, and STC papers 
for added equipment. As mentioned earlier, an 
FAA form 337 is required anytime a major repair 
or alteration is made to a plane. The installer 
or repairer completes the form and submits 
one copy to the FAA and inserts one copy 
into the aircraft’s records. Determining what 
constitutes a “major” repair can be somewhat 
subjective, but certainly includes something 
like a skin replacement. Alterations are an 
easier call. Installation of new instruments or 
equipment is clearly an alteration and requires 
a 337, and certainly any addition that requires 
an STC should have one. Some shops will 
submit a 337 for an alteration as minor as 
addition of propeller balancing weights. 

There are two schools of thought about where 
in an aircraft’s records to place the 337. Some 
folks like to keep them in a dedicated binder. 
Others place them in the flight manual. I 
always place them with accompanying STC 
documents, if any, into the flight manual. 
That is my preference because I consider the 
flight manual a more permanent and “official” 
location. The flight manual is more likely to 
be recognized by others as an official aircraft 
record and is unlikely to be accidentally 
discarded. The manual has the added benefit 
of being kept in the plane at all times. This 
allows maintenance personnel access to any 
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instructions for continued airworthiness such 
as timed parts replacements or maintenance 
recommendations, which may be recorded 
on the form 337. If you acquire an aircraft that 
does not have complete 337 records, copies 
of all the forms that have been submitted 
to the FAA over the life of the aircraft can 
be obtained easily through Aero Records 
in Oklahoma City, for a reasonable fee. 

F l ight  manual  supplements  prov ide 
information required to operate equipment 
added to the plane. These supplements are 
provided with the equipment to be installed. 

Revisions of your aircraft’s weight and balance 
sheet should be made whenever even small 
changes are made, as many small changes 
over time can add up. Old weight and balance 
sheets should be struck through and marked 
“superseded.” Over time, if many changes 
are made to an aircraft’s weight, having 
the plane weighed is a good idea. Errors 

can accumulate over time and your plane 
is almost always heavier than you think. 

For any addition of equipment that requires an 
STC, a copy of the STC should be retained. I like 
to see them in the POH along with the Form 337. 

Day-to-day maintenance logs
These are the airframe, engine, and propeller 
logbooks into which all maintenance events 
are recorded. I see many Meridians and 
newer Mirages with no propeller logbook. 
I believe this is because the Hartzell prop 
logbooks are in the rear section of the Hartzell 
propeller manual, which does not look like a 
traditional logbook, so tends to end up with 
instruction manuals and such, instead of 
with the aircraft records. Inability to find the 
prop logs can be a problem when trying to 
determine propeller total time and AD note 
compliance. For this reason, I usually enter 
information about major propeller (and engine) 
work in the airframe logbook as well as the 

prop log just to make sure the record is there. 

Whether logbooks are kept in your plane or 
at another location is a matter of personal 
preference. Since complete logs are important 
for maintaining the value of your aircraft, a 
strong case can be made for keeping them 
in a secure location away from the plane. 
Obviously, your shop needs the logs during 
the annual inspection. But I do not believe 
keeping logs permanently with a maintenance 
facility is a good idea, and, frankly, I can not 
imagine why any shop would want this liability. 
Almost every case of lost logs I can think of 
resulted from logs being left at a shop. A 
secure spot in your office or home is better. 
On the other hand, keeping the books in the 
plane has a distinct advantage. You always 
know where they are, and logbook entries 
are much less likely to be left out if the logs 
travel you. I have commonly had owners 

cont. page 32 
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Malibu Maintenance
(continued)

arrive at my shop for annual inspection only 
to hand me an envelope containing logbook 
stickers, for years of past maintenance events, 
that have never been inserted into the logs. 

Making sure every significant maintenance 
event is entered sequentially in the logs 
is critical for aircraft value, and an entry is 
frequently a prerequisite if you should ever 
need warranty consideration on a failed part. 
An engine manufacturer may be less likely 
to deal with an owner if his logs show that 
the interval between oil changes was 100 hrs 
instead of 25 hrs. Some part warranties are 
prorated based on time or hours elapsed since 
installation, and parts manufacturers commonly 
ask for copies of logbook entries showing 
installation times. Aside for this, logbook 
maintenance is just good practice. When I 
do a pre-purchase inspection, I am always 

a little skeptical about a plane that contains 
no log entries between annual inspections. 

Painted into a corner
I would also like to stress the importance of 
documenting paint and interior information 
in the logs. You may think these changes are 
merely cosmetic, thus unimportant, but major 
paint and interior changes should be formally 
recorded in the logbook. If you have interior 
work done, have a logbook entry made and 
make sure you can produce burn certifications. 
In addition, having a record of paint and 
interior color codes and brands available 
can be invaluable for touch up and repairs. 

Lastly, I would like to provide here a paperwork 
checklist similar to the one we use in my shop. 
We fill out this list both when planes arrive for 
annual inspection and again when they depart. 

Aircraft documents in aircraft:
Airworthiness certificate
Registration card
Flight manual
Logbooks

Documents in POH or elsewhere in 
aircraft records:
Current weight and balance sheet
Form 337 for each alteration or repair
STC document, where applicable, 
  for each added item
Flight manual supplement, where 
  applicable, for each added item
Aircraft equipment list
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by Gary Burdsall

Simulator Training
To Breathe or not to Breathe

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.

One topic sure to generate animated debate in 
the aviation industry is high altitude operations. 
Discussions often evolve around the benefits of 
weather avoidance and fuel efficiency. Rarely 
mentioned, though, at the same time are the 
real risks associated with obtaining those 
benefits. That is because near-bullet-proof 
aircraft reliability has lulled many of us into 
a comfortable state of complacency. Today’s 
aircraft have a tendency to lure us into a false 
sense of security when operating in hostile 
environments, such as high altitudes. We will 
review some of the history, concepts, dangers, 
and procedures for operating safely in the 
upper atmosphere with pressurized aircraft. 

In the Beginning…
The Boeing B29 Super Fortress was the 
first production aircraft in the mid 1940’s to 
have fully pressurized crew compartments. 
That technology was then transferred to the 
commercial market with the introduction 
of the Lockheed Constellation. Fondly 
nicknamed the “Super Connie,” that aircraft 
first flew paying passengers in pressurized 
comfort. Since those early heady days of 
aviation, we have become accustomed 
to the reliability of pressurized aircraft. 

The new technology of aircraft pressurization 
systems almost ensures that you will not 
experience a loss of cabin pressure. The 
shocking explosive cabin depressurization 
scenarios dramatized in Hollywood movies 
are even less likely. The most common life-
threatening cabin pressurization problems 
are usually preceded by a slow, subtle 
loss of cabin pressure. There are warning 
indicators in every aircraft to guard against 
this, but they are worthless if not routinely 
checked, or worse yet, intentionally ignored. 

Creepy Impression
When I was taking a high altitude course a 
couple of moons ago, an instructor asked me 
if I could remember the exact moment I fell 
asleep last night. His question emphasized the 
point that none of us consciously knows when 
we slip from being awake to sleeping. He went 
on to say, “That is exactly what it is like to pass 
out and expire from lack of oxygen.” That really 
made a creepy but lasting impression on me 
on how insidious oxygen deprivation can be. 

I then had an experience with a pressurization 
problem that underlines how some pilots may 

not understand the magnitude of an abnormal 
situation. Departing out of Toronto, and 
climbing rapidly through 14,000 feet in a light 
jet, I had a serious issue develop. I had checked 
the cabin differential after departure and 
confirmed that we had 1.5 psi, and appeared 
to be pressurizing normally leaving about 2500 
feet. After what appeared to be a routine climb, 
we started to hear the cabin altitude warning, 
a high pitch, frequent, “weeh, weeh, weeh” 
sound that I recognized immediately from my 
past simulator training. We had just climbed 
through 14,000 feet. I looked at the cabin 
altitude and saw in disbelief that our cabin was 
passing through 10,000 feet and climbing with 
the aircraft’s actual rate of climb: not good! 

The other pilot, a captain as well, asked 
if we should continue the climb to our 
assigned altitude of 41,000 feet. His question 
stunned me. While I was trying to get my 
head around our technical problem, I have 
a guy sitting next to me without a clue. I 
told him we needed to immediately stop 
the climb, descend to a safe altitude and 
address our pressurization problem. I would 
speak to his knowledge gap once we got 
the aircraft back to normal operations.
 
We successfully diagnosed the problem 
and were able to re-pressurize the cabin. I 
learned a valuable lesson from that event. 
The differential pressure I observed on 
departure never changed or increased above 
1.5 PSI. I would have likely caught this much 
earlier in the climb had I cross checked the 
cabin altitude against the aircraft altitude. 
The good part is that the cabin altitude 
warning system worked as advertised and 
alerted us that our cabin was no longer 
safe for continued high altitude operation.

Thought Process
The difficulty with the aircraft that day was not 
as much the issue as was the problem with the 
other pilot’s thought process. On the post-flight 
debrief, I took the opportunity to enlighten my 
flying partner on the flaw in his thinking. I 
shared with him what would have happened 
had we continued our climb to FL 410. That led 
to a discussion on how to stay safe. Know your 
aircraft’s limitations, pressurization system, 
pressurization warning system, and emergency 
procedures. Review these procedures on a 
regular basis to stay proficient and confident.
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Flight at high altitude is safe and comfortable 
if you are adequately trained. At SimCom 
we review the pressurization systems and 
emergency procedures for the Meridian and 
Mirage in all initial and recurrent training 
programs. The Meridian and Mirage have 
extremely reliable and safe systems. However 
“things” can happen, so be prepared. We have 
each client accomplish the drill of recognizing 
pressurization failures in the simulator (a real 
safe place), donning the oxygen mask, and 
executing an emergency descent. We drill on 
the actual process of donning the mask and 
configuring the aircraft: just talking about the 
procedure does not build the reflex and muscle 
memory required to react properly the first time. 

Out Like a Light
I once watched a military training film in which 
the test subject was sitting in the middle of 

an altitude chamber with a quick donning 
mask hanging above his head. The program 
operator evacuated the chamber to simulate 
a rapid decompression. This guy reached 
up, grabbed the mask and stretched the 
rubber straps to put the mask over his head. 
The straps slipped out of his hand and he 
missed. He immediately lost consciousness 
and went limp in the chair, out like a light, just 
seconds after the simulated decompression. 
The safety guys in the chamber rushed 
to him and put on the mask. He regained 
consciousness immediately and denied 
anything had happened. He really thought he 
had put the mask on with no assistance; he 
actually had to watch the film himself before 
he believed he had passed out. In flight, there 
is no second chance. I was so moved by 
that little bit of video that I made it a habit of 
always checking my mask for full operation 
before I ever fly high altitude operations.

I religiously practice donning within 5 seconds, 
period. To me it is like going on a deep 
underwater dive and checking my back up 
regulator; no second chances there either.

Loss of pressurization is rare, but taking the 
following precautions can keep you safe and 
in control in the event it does occur. Be sure 
to always preflight your quick donning system 
as describe in the aircraft’s Pilot’s Operating 
Handbook (POH). Frequently monitor your 
cabin altitude and differential pressure during 
climb, cruise, and descent. Know how to 
instinctively reach for your mask and put it 
on quickly and assuredly. If you do have a 
pressurization problem, follow your emergency 
procedures and get to a lower altitude if needed. 
Do not dilly-dally. Being properly trained 
and prepared may result in the difference 
of being able to breathe or not to breathe. 

AIRCRAFT TRAINING SERVICES, LLC.

Tom Deutsch Certified Flight Instructor since 1972 (34 years)
Owner/Instructor Over 18 years flying and teaching in PA-46 s

Email: deutscht@rhwhotels.com Address: 24308 West 79th St., Shawnee, KS 66227

MALIBU, MIRAGE JETPROP 
& MERIDAN

TRAINING

Insurance Approved

INITIAL & REFRESHER COURSES 

(913) 441-7820 • (913) 908-7752
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by Thierry Pouille

Journey to Belize
Gateway to San Pedro in Ambergris Caye

Thierry Pouille

Thierry (Terry) Pouille is 
president of, and the 
leading force behind, 
Air Journey LLC. 
He personally organizes 
every excursion, and 
always looks for new 
ideas, new places to visit 
and new destinations. 
Thierry has accumulated 
34 years of flying, in which 
time he has flown to most 
of the Caribbean Islands, all 
of the countries of Central 
America and many countries 
in Europe. He owns a trusty 
Beech Baron E55 that 
takes him to many of these 
foreign lands. He is an avid 
photographer. Thierry 
can be reached at 
Thierry@AirJourney.com

In the last issue, we regaled you with tales 
of our Harbour Island adventures in the 
Bahamas. Today I am taking you back to the 
Yucatan peninsula to the country of Belize 
and the town of San Pedro on Ambergris 
Caye. Belize is the former British colony 
known as British Honduras, and was the 
only foothold of the Brits in Central America. 

A fascinating place to visit, Belize is a 
unique melting pot where generations 
of different cultures and religions mix 
together. Here you find Mayan, Spaniard, 
Bri t ish, and Afr ican bloodl ines, pure 
and in every imaginable combination. 

The focus of our destination is San Pedro, 
a town located on the island of Ambergris 
Caye, located 27 nautical miles northeast 
of Belize City. San Pedro offers a laidback 
lifestyle, with hammocks, coconut and palm 
trees, beautiful colored water, a European 
flair, and American comfort. But the real 
attraction is the city’s location astride one 
of largest barrier reefs in the world,  offering 
truly unique underwater flora and fauna. 

Now, while Belize is becoming known as an 
increasingly popular destination, with daily 
flights from major U.S. cities, for private 
pilots the processing in and out can be 
cumbersome, and expensive, too. My personal 
recommendation is to consider Belize as 
a destination with your private plane only 
if you intend to spend more than four days 
onsite. The check-in process will consume 
at least 1 ½ hours, and you can expect 
about the same for the exit process. Local 
handlers guarantee that the job can be done 
in 20 minutes, but that remains to be seen. 

Bureau for the Complication 
of Simple Affairs
Belize is the most complicated flying 
destination in Central America, a legacy 
of the British bureaucrats. You had better 
do your homework before reaching the 
country. While I find the $75 handling fee 
required by Aero Dispatch expensive (Tel: 
501-225-2163; email: aerodispa@btl.net), 
they might be the easiest approach to the 
Belize bureaucracy (see attached form and 
required fees, especially over the weekend). 

Belize is the only country in Central America 
that will demand to see and inspect your pilot’s 
license, medical certificate, aircraft registration 
form, aircraft airworthiness certificate and, most 
important, your insurance policy showing that 
the airplane is indeed covered to fly in Belize 
or Central America. If you are flying an airplane 
registered to a flight school or an individual, 

it would make sense also to carry proof that 
the owner authorizes you to use the airplane. 

As far as charts are concerned, in this 
case I would highly recommend that you 
purchase the Jeppesen Latin America trip 
kit (ALAM0446), which will provide you with 
the approach plates for the Belize Goldson 
Airport. Another useful document would be 
the Bahamas and Caribbean Pilot Guide 
(John and Betty Obradovich, owners of a 
Piper Malibu, can be reached at 800-521-
2120; website: www.pilotpub.com), which 
will give you a description and photos 
of the airports of Belize and San Pedro. 

If you attempt to travel within Belize and 
in San Pedro, it would be recommended 
to have Aero Dispatch arrange parking 
for you at the San Pedro airport. Space is 
limited, and the choice may only be grass 
in some instances (the runway is paved).

Getting There
MZBZ is the identifier of the Goldson Airport. 
MZ is the two letter identifier for airports in 
Belize. Unfortunately, the Jeppesen database 
only shows one airport in the country, while 
in fact there are many more, along with a 
number of private strips both paved and 
non-paved. A full listing and description 
are available on the Air Journey website. 
San Pedro is not in the Jeppesen database, 
and you will need to enter the coordinates 
into your own GPS. Before you begin 
the journey, familiarize yourself with the 
procedures for creating waypoints in your GPS. 

Flying to Belize is pretty straightforward. 
Depart from Key West and fly a distance of 
525 nautical miles on a route that skirts the 
coast of Cuba, takes you over the island of 
Cozumel, along the Mayan coast and then 
to the country of Belize. You will receive 
radar coverage from Key West, then from the 
Cubans, and finally from Cancun approach. 
After that you will be without radar coverage 
all the way to Belize. The Belize VOR and 
Belize ATC transmissions are pretty strong. 
You will be able to hear them about 100 
nautical miles out and as low as 8,000 feet.
 
From Houston, the distance to Belize is 820 
nautical miles; from Brownsville the distance 
is 874 nautical miles, following the coastline all 
the way down. I prefer to follow the coastline, 
which gives you the option of landing on land 
in an emergency. If you decide to follow the 
coast of Mexico along the Gulf, Veracruz has 
much to offer for refueling body and plane for 
your stop enroute. However, from Brownsville, 
you could fly straight to Belize by flying over 
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the Gulf of Mexico for about 450 nautical 
miles into Merida, then crossing the Yucatan 
peninsula before reaching Goldson Airport. 
The total distance is about 800 nautical miles. 

Arrival at Belize Goldson Airport 
Your VFR flight plan will be closed upon 
landing, and then you will begin the lengthy 
bureaucratic process of entering Belize. 
The first step will be for someone from the 
Department of Agriculture to approach the 
plane and ask you to step out. They will spray 
pesticide inside the plane, close the door and 
make you wait five minutes by your plane. 

Next, you will need to remove your luggage, 
every last briefcase. Even if you are continuing 
on to San Pedro, the authorities will still insist 
that you take your luggage inside to Customs. 

Stamps, Stamps and More Stamps
There is no dedicated General Aviation FBO. You 
have to follow the same procedure established 
for international arriving passengers. If your 
arrival coincides unfortunately with that of 
an international flight, you will experience 
some delay at Immigration. An Immigration 
officer will need to see your passport or pilot’s 
license, and one immigration card per person. 
After you have been stamped and welcomed 
into the country, you are not done yet. You 
will next pay a visit to an officer each from 
Customs, Immigration and again Agriculture 
where you will leave a copy of your general 
declaration form filled out in advance. At 
each office you will need to secure a stamp. 
After you have cleared these three offices, you 
are still not yet done. You will next enter the 
main terminal, go upstairs and visit with the 
people of Civil Aviation to pay your landing 
fee. Nope, you are still not done. You then visit 
the control office to file your flight plan for San 
Pedro (or your international flight plan the day 
you leave the country). In the control office is 
where you will be asked to produce, by the 
local agency, your license, medical certificate, 
registration, airworthiness certificate and most 
important, your insurance policy form showing 
that the plane is covered while flying in Belize.

If you are going to San Pedro, you will receive a 

flight briefing on the procedure into San Pedro 
and back. Do not forget to secure stamps from 
both offices and keep your documents handy. 
Do not lose the documents since you will 
follow the same pattern and same stamping 
procedure on your way out of the country. 

Hop to San Pedro
When all the paperwork has been completed, 
you will be able to go back and secure your 
luggage, haul the load back to the plane, 
reload and if needed, refuel. After cranking the 
engine, you will ask for your VFR clearance for 
the flight to San Pedro, which is 27 nautical 
miles northeast of Goldson Airport. Belize 
Center will stay in contact with you up to 10 
miles out, and then you are on your own. San 
Pedro is an uncontrolled airport using Unicom 
only, and has some unusual procedures. The 
runway is only 3,000 feet, which by itself is no 
serious concern. But loading and unloading 
of commercial passengers in the Cessna 
Caravan that services the field is done at 
the end of the runway. Therefore, in case 
of light and variable wind, both ends of the 
runway are used, one for landing and one 
for taking off, with no pattern. Everybody 
flies straight in. Upon landing, the most-
used parking area is on the south side of the 
runway next to the Tropic Air maintenance 
hangar, on the grass. Since there are always 
a couple of stones and low protruding pipes, 
I would highly recommend stopping the 
engine and positioning the plane by hand. 

Laying Back
San Pedro was once a fishing village. Today the 
town reminds you of what the Caribbean was 
like 30 to 40 years ago. Life is comfortable, with 
formal attire consisting of flats and sandals. 
The most common modes of transportation 
are golf carts and bicycles. Only a small 
percentage of the streets are paved; most 
are made of hardened sand. The main street 
is called Front Street. There are numerous 
places to hang out, a variety of hotels and 
an abundance of quaint eateries. A visit to 
San Pedro would not be complete without a 
visit to the Ambergris Caye Museum and the 
Bacalar Chico National Park, comprised of 
12,000 acres of land and 15,000 acres of water. 

Historians claim that San Pedro was once 
part of the Yucatan peninsula, and that the 
Mayans cut an opening called Bacalar Chico 
sometime between the eighth and twelfth 
centuries to make Ambergris into an island. 

Accommodations
There are numerous small hotels on the 
island of Ambergris Caye, ranging across 
the typical categories of accommodations. 
Over the years, I have stayed at Ramon’s 
Village downtown, right across from the 
runway. The hotel has a Polynesian feel with 
a thatch roof, a nice diving center located 
on a wooden pier, a fresh water pool and 
a nice local bar serving exotic concoctions 
of rum, making you forget many things. 

The first hotel we stayed at years ago was the 
Mata Chica Beach Resort, the brainchild of a 
French entrepreneur and his Italian wife, Nadia. 
While 15 minutes away by motorboat, Mata 
Chica is located right on a secluded beach. 
With unique accommodations and rooms 
offering first class service, and their restaurant 
named Mambo, this resort is a charmer that 
you do not want to miss. The ambiance, 
the music, the color and the surroundings 
make the hote l  a  unique hideaway. 

Closer to town, and reachable by golf 
cart, bicycle or local taxi, is the Victoria 
House, which offers casual elegance in 
well appointed rooms, a fresh water pool 
and views overlooking San Pedro Laguna. 

As far as night life, I have good memories 
of the Shark Bar and Fido’s Courtyard and 
Pier, where you meet real locals telling their 
tall tales and dishing up the current gossip. 

Keep in mind that the Belize currency known 
as the “Belize dollar” is worth 50 cents USD. Do 
not get taken by the locals, who love the rich 
American gringo. The main language is English, 
and there is no problem with communication. 
Internet cafes are scattered about town - one 
of them run by a Russian. So you can keep 
in touch with family, and call U.S. Customs 

cont. page 40 
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Journey to Belize (continued)

to announce your return date and time.
Returning from Belize 
If you want to make a nonstop flight to 
Key West, you will need to secure a TSA 
waiver. Air Journey can help you secure 
one within 48 hours, or you can download 
your own form from the Homeland Security 
website. That process usually takes seven 
to ten days. Perhaps an easier route is to 
include a stop in Merida, which only adds 
about 70 nautical miles to your flight, and 
eliminates the need for the waiver. I would 
not recommend the return route flying over 
the Gulf, since the dominant wind from the 
west might create havoc with your flight plan.

Upon returning home, I would highly 
recommend an over flight of the Big Blue 
Hole, a wonder of nature that makes Belize a 
well known tourist destination. This beautiful, 
perfectly round diving spot is about 50 
nautical miles south of San Pedro. Call 
me for the exact latitude and longitude. 

If you fly back to the U.S. and Key West is your 
port of entry, make sure to show up on time. 
The Key West Customs Office used to be a 
relaxed assignment, until the arrival of cruise 
ships. These days U.S. Customs in Key West 
is a busy office located downtown, and their 
inspectors need to travel to the airport to serve 
private planes. If you are late and miss your 
slot, you will be waiting two hours at the airport. 
Keep in mind, also, that if you fly straight 
back, you need that TSA waiver. The form, 

and rules and regulations, are provided below. 

In spite of the entry hassles, Belize in my 
opinion is a “must go and see” destination, but 
in order to swallow the lengthy entrance and 
exit paperwork ordeal, a stay of less than four 
days is certainly not worthwhile with a private 
plane. Longer stays, however, more than make 
up for the inconvenience of getting there.

General Information 
TSA Waiver Form 
The TSA waiver form is two pages. The first 
page contains company, aircraft, pilot and crew, 
and flight itinerary information. The second 
page is a security statement that includes 
security measures taken when an aircraft is not 
operational, and an affirmation of authorized 
personnel on board the aircraft. The information 
on both pages of the waiver request form must 
be submitted for the waiver to be processed.

TSA Vetting Process 
The Office of Airspace Waivers conducts a 
vetting process of all pilots, crewmembers 
and passengers listed on the waiver request 
form.  The vetting process is used to determine 
if the applicants pose a security risk to aviation. 
The process of checking criminal history 
records uses a list of 28 disqualifying 
crimes to determine suitability for waiver 
approval.  Applicants will be “approved” 
or “not approved” based on background 
information reviewed and adjudicated by 
TSA.  Only applicants certified “approved” 

are granted a waiver. If the waiver applicant 
is “not approved,” the Office of Airspace 
Waivers notifies the applicant, via a faxed letter, 
explaining denial of a waiver request. The 
applicant may call the Office of Airspace Waivers 
for further information and requirements.  The 
pi lot  may also contact the Off ice of 
Transportation, Vetting and Credentialing 
at (703) 542-1220 for further detai ls.
No further action is taken on an application 
until the vetting process has been completed.

Waiver Requirements 
•	 When a waiver is approved, it will 

be faxed to the waiver requestor at 
the number identified on the waiver 
application. 

•	 Pilots must possess a hard copy of the 
waiver when filing a flight plan and keep 
a copy of the waiver in the aircraft. 

•	 Upon request, pilots must present a 
hard copy of the signed waiver letter 
to a facility manager or to his/her 
designee prior to departing a facility 
with an aircraft. 

•	 A waiver is only valid for the restricted 
airspace indicated on the waiver (e.g. 
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a sporting event waiver is only valid for 
the operating in the airspace over the 
event identified on the waiver). 

The waiver is available for download at:
http://www.tsa.gov/assets/doc/Waiver_
Request_-_Single_Trip,_Ferry_and_Fleet.doc

Information Page for Aviators Flying 
to Belize by Private Aircrafts 
Background
This background shall provide an overview 
of the clearance procedures for entry and 
exit at the Phillip Goldson International 
Airport (PGIA) and the various charges levied 
for the services rendered by the relevant 
government and non government agencies. 

Private flights-Advance Notification of Arrival 
An advance notification of arrival must be 
submitted to the Department of Civil Aviation 
which is commonly done through a flight plan. 
Such information must be transmitted at least 
two hours in advance of arrival. The landing 
must be carried out at the PGIA (ICAO MZBZ). 
The PGIA operates f rom 1200-2400 
UTC (6:00 a.m. to 6:00 p.m.) every day. 

Clearance Procedures

Entry 
The clearance procedure for entry of private 
aircrafts, as described by airport officials, is 
a five-step process involving five agencies, 
namely, Immigration, Customs and Excise; 
Belize Agriculture Health Authorities (BAHA); 
the Belize Airport Concession Company Limited 
(BACC) and the Department of Civil Aviation. 

1. Immigration 
2. Customs 

Persons are required to present travel 
documents to the said agencies. Upon 
landing, they are required to remove 
all baggage from the aircraft to be 
screened for security purposes. Coming 
off the apron, Immigration has two 
stations with two officers per station to 
check ‘Citizens of Belize and CARICOM’ 
and the other to check ‘All Visitors’.

 
Documents to be presented to the 
relevant authorities are: 

 i. passports 
 ii. General Declaration forms 
  (6 in total) click here for more info. 
 iii. a list of crew names 
 iv. customs clearance from 
  airport of departure 
 v. and if required, the aircraft’s 
  journey logbook 
 vi. a manifest of goods carried 
  in duplicate 

 vii. a passenger manifest in 
  duplicate and a list of 
  stores carried in duplicate

3. The third step involves BAHA as well 
as Customs. The pilot would then 
proceed to the office of the BAHA to 
pay the necessary fees for quarantine. 
Quarantine involves searching the 
aircraft for any prohibited agricultural 
products. During this time a customs 
officer is also present to conduct a 
general security search. Also, personnel 
from the Organismo Int’l Regional 
Sanidad Agro de Pecuaria (OIRSA) 
spray the aircraft with pesticides.

4. The fourth step, involves the BACC. 
The pilot then proceeds to the office 
of BACC where he pays the necessary 
landing fees. When leaving the country, 
this office also collects passenger fees 
for departure.

5. The fifth step involves visiting the Air 
Traffic Services Reporting Office of the 
Civil Aviation Authority where the pilot 
must close his flight plan. Civil Aviation 
ensures that the pilot has been through 
the other government facilitation 
agencies by ensuring that they have 
approved and certified the entry by 
placing the appropriate stamps on the 
aircraft clearance certificate form. This 
procedure safeguards that the criteria 
for entry are met by the pilot of the 

cont. page 42 
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Journey to Belize (continued)

aircraft before Civil Aviation gives final 
approval. 
It must be ensured that all documents 
for the aircraft and flight crew are 
available for inspection by Civil Aviation, 
especially if the pilot desires to do local 
flying within Belize. This includes the 
following:

 i. pilot license 
 ii. valid medical certificate 
 iii. certificate of airworthiness 
 iv. certificate of registration of aircraft 
 v. copy of third party insurance for 
  flights to Central America

These required documents ensure 
flight safety oversight as recommended 
by the Standards and Recommended 
Practices of the International Civil Aviation 
Organization (ICAO). 

Weather Reports
Preflight and weather briefings are also 
available at this office.

Office Locations 
Visiting offices of BAHA and the Civil Aviation 
in different locations may appear to be 
frustrating, but due to the small size of our 
airport, one will realize that the walk takes less 
than five minutes and uniformed officers are 
readily available to give directions if necessary.

Fuel
Should fuel be required, the Air Traffic 
Control Office may be able to assist in calling 
the fuel providers if requested by the pilot.

Exit
Upon exiting the country, private aircrafts need 
to go through a similar process, lodging a 
departure flight plan and checking in with all 
the agencies for documentation of departure.

Ground Handling 
The service of ground handling for private 
aircrafts is optional as oppose to commercial 
aircrafts. The authorized agent of ground 
handling is the Aero Dispatch Services. 
Their charges depend on the size and type 
of aircrafts. Pilots are discouraged to use 
the services of unauthorized individuals.

Fees 
As mentioned above, the operating hours of 
the PGIA are from 6:00 a.m. to 6:00 p.m. Belize 
Airport Concession Company and Civil Aviation 
works seven days a week; whereas, Customs, 
Immigration and Quarantine works Monday 
through Friday, thereby, charging overtime 
to work on weekends in addition to working 
outside the operational hours of the airport.
The following are private aircraft fees charged 
by the various facilitating agencies at the PGIA: 

BACC (Belize Airport 
Concession Company) 
• Landing fees are $9.75 for the first 6,000 

lbs. of the aircraft’s weight, and $1.60 per 
1,000 lbs. or part thereof. 

• For parking fees the first three hours are 
free and $4.00 for each 24 hours or part 

thereof per 10,000 lbs.
• Passenger charges are: $2.50 per int’l 

passenger and $1.50 per domestic 
passenger for security fees; $30.00 
for departure tax; $7.50 for PACT fee 
(foreigners only) and $30.00 for airport 
development fee (foreigners only). 

• Overtime fees are $394.00 for the first hour 
and $254.00 for any additional hour. 

• The Belize Airport Concession Company 
adds a 9% sales tax on landing and 
parking fees.

Customs
Customs overtime fees are $40.00 for int’l 
arrival & $40.00 departure outside operating 
hours and on weekends the overtime fees 
are $80.00 arrival & $80.00 departure. 
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Immigration
Immigration overtime fees are $80.00 
int’ l arrival and departure for outside 
o p e r a t i n g  h o u r s  a n d  w e e k e n d s . 

Quarantine
Quarantine overtime fees are $30.00 for each 
hour outside operating hours and on weekends.

Civil Aviation
Civil Aviation overtime fees are $150.00 
for each hour outside operating hours. 
Note: An operator desiring the provision 
of Air Traffic Services must request the 
services to the Belize Airport Concession 
Company Limited´s Duty Manager no later 
than 2300 UTC (1700 / 5:00 pm local).

Central American Cooperation Air 
Navigation Services (COCESNA)
COCESNA charges a fee per nautical mile 
flown in accordance with the aircraft’s weight. 
The charges are: 
 Category Maximum Take Coast Per
 of Aircraft Off Weight lbs Nautical Mile 
   Flown US$ 
 I 170,001 or more 0.55
 II 110,001 to 170,000 0.36
 III 50,001 to 110,000 0.28
 IV 12,500 to 50,000 0.13

Ai rc ra f ts  exempted f rom the  above 
mentioned charges are: state, military 
or official aircrafts; private aircrafts on 
official missions; private aircrafts involved 
in humanitar ian missions; aircraf t  in 
emergency situations or involved in search 

and rescue activities; and aircrafts whose 
maximum take off weight is below 12,500 lbs. 

Contact Information:
Customs
P.O. Box 146 
Customs House, Ceasar Ridge Road
Belize City
Tel: 501-227-7092 or 501-225-2065
Fax: 501-225-2490
Email: cusnet@btl.net

Belize Agriculture Health Authority
P.O. Box 169
Agriculture Show Grounds
Belompan, Belize
Tel: 501-822-0818/ 1378/ 0197
Fax: 501-822-0271
Website: www.baha.bz 
Email: baha@btl.net

Department of Civil Aviation
Phillip S. W. Goldson Airport
Ladyville
Tel: 501-225-2014 or 501 225-2052
Fax: 501-225-2533
Email: dcabelize@btl.net
Belize Airport Concession Company
Ladyville, Belize
Tel: 501-225-2045
Fax: 501-225-2439
Email: bacc@pgiabelize.com

Aero Dispatch Services Ltd.
PGIA
P.O. Box 244
Belize City
Tel: 501- 225-2163 
Fax: 501- 225-2453.
Email: aerodispa@btl.net

Forms and More Info
Below are the web site addresses for two 
downloadable forms and more information on 
customs in Belize. 

Aircraft Clearance:
www.travelbelize.org/download.php?file=1
General Declaration:
www.travelbelize.org/download.php?file=2

For more information regarding entry 
requirements and customs in Belize visit:
www.customs.gov.bz/traveller_info.html
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New Members
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.

 Nick White
 N6914T   Rogers, AR
Nick has a Mirage. He has over 2260 hours and 
holds MEL and Instrument ratings. 

 Robert White
 Skillman, NJ
Robert is an Attorney. He has over 970 hours 
and holds the following: Commercial SEL, 
Instrument, Pivate, Helicopter. His wife, 
Ginnie holds Private SEL, Instrument and has 
over 780 hours.

 Daniel Rychlik
 Scottsdale, AZ
Daniel is a Physician. He has over 400 hours 
and holds an Instrument rating.

 Lee Odom
 Strafford, MO
Lee lists his occupation as Pilot. They have a new 
Meridian. The company is TCSI, Inc.

 William Lippisch
 Stuart, FL
William is an Oral and Maxillofacial Surgeon. 
He has over 1400 hours and holds SEL and 
MEL ratings.

 Roger Griggs
 Union, KY
Roger has over 850 hours and holds MEL SEL 
and Instrument ratings.

 Gayle Schaefer
 N521MM   Paramount, CA
Gayle is a Contractor. His company is
 Saf-TSeal, Inc. He has over 3500 hours 
and holds a Commercial license with an 
Instrument rating.

 Ron Hutchinson
 N930HM   Brookfield, WI
Ron has a new Meridian. He has over 2600 hours 
and holds a Commercial license with AMEL 
ASEL and Instrument ratings.

 William L. Gray Jr.
 Houston, TX
William holds a Private license with an 
Instrument rating. He has over 1700 hours.

 Joseph De Bellis
 Southampton, NY
Joseph has over 650 hours and holds 
PPL and IFR ratings.

 Dean De Renzo
 N32CK   Ocala, FL
Dean has a Meridian. He is owner 
of Hartley De Renzo.

 Vince Tryer
 N10ST   Wilmington, NC
Vince has over 640 hours and holds SEL 
and instrument ratings. He has a Meridian. 
Hey, Vince, that N number (without the N) 
spells “LOST”!

 Michael King
 N5329F   Menlo Park, CA
Michael is a Real Estate Developer. He has over 
500 hours and holds a Commercial license with 
an instrument rating. He has a Mirage.

 Michael McMillan
 Mineral Wells, TX
Michael is President of S-TEC Corporation. 
He has over 7000 hours and holds the following: 
ATP Multi Land, Type BE300/1900.

 Shawn Chaney
 N345SG   Clyde, OH
Shawn has a Meridian. He has over 1350 hours 
and holds a Private license with SEL 
and Helicopter ratings.

 Dr. Paul Sherry
 Antrobus, U.K.
No information available.

 Mark Nielsen
 Nacogdoches, TX
Mark is a Physician. He has over 1600 hours and 
holds a Commercial license with an instrument 
rating and also is multi-engine rated.

 Blake Curtis
 N82LL   Clovis, NM
Blake has a Mirage. He has over 1500 hours 
and holds a Private License with MEL and SEL 
Instrument ratings.

 Brian Dunsirn
 Menasha, WI
Brian has over 1000 hours and holds SEL and 
Instrument ratings. He has a Meridian.

 Tony Keenan
 N41799   Conyers, GA
Tony has a Mirage. No other information 
available.

 Michael Kimball
 San Ramon, CA
Michael currently has a Mooney. He has over 
925 hours and holds SEL and Instrument ratings.

 Eduardo Santos
 Albufeira, Portugal
Eduardo is an Optometrist. He has over 600 
hours and holds the following: JAR FCL PPL IR. 

 Matthew Fancher
 N41799   Covington, GA
Matthew has a Mirage. He has over 
500 hours and holds a Private license 
with an Instrument rating.

 Van Dardis
 Mineral Wells, TX
Van is Customer Support Manager 
for S-TEC Corporation.
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 Long Nguyen
 N46PV   Seattle, WA
Long has over 10,000 hours. He holds 
ATP, CFI-Instrument, MEL, SELL and has 
Type ratings in CE550, BE350 and AGI. 
He has a Meridian.

 Charles Richardson
 N510KC   Destin, FL
Charles has a Mirage. He has over 730 hours. His 
company is R&S Holdings, Inc.

 George Mulligan
 Friday Harbor, WA
George is a seasonal Charter Pilot. He has over 
6700 hours and has ATP, Commercial, MEL and 
SES ratings.

 Jeff Asbell
 N5319K   Carl Junction, MO
Jeff has a Meridian. He has over 600 hours and 
holds SEL and Instrument ratings. He is an 
Excavating Contractor.

 Phil Wright
 Morrison, CO
Phil has over 24,000 hours and holds ATP, CFI 
and CFII ratings.

 Jeffrey Arendt
 N151SB   Maple Plain, MN
Jeffrey has a Mirage. He has over 
1023 hours and holds a Private license 
with an Instrument rating.

 Bob Yoe
 N9214Z   Chattanooga, TN
Bob has a Mirage. He has over 630 hours 
and holds a Private license with an 
Instrument rating.

 Jim Gilpin
 Norwell, MA.
Jim says he is “shopping”. He has a Private license 
and holds SEL Instrument and MEL ratings. He 
has over 1900 hours.

 Lawrence Jehling
 N463HP   Chesterfield, MO
Lawrence has over 1900 hours. He has a Mirage 
and he holds a Private license.
 
 Jeff Jobe
 N527TB   Redmond, WA
Jeff has a Mirage. He has over 10,000 hours 
and holds an ATP rating.

 Andrew Dunigan
 N269AD   Dallas, TX
Andrew has over 600 hours. He has a Mirage. He 
has an Instrument rating.

 Joeri Van den Acker
 F-GZBC   Lier, Belgium
Joeri has a Mirage. He has over 650 hours and 
lists the following ratings: Frozen ATPL IR PA46. 
His company is JPG Pharma.

 Bill Groesch
 N68CP   Springfield, IL
Bill has a JetProp. He has over 925 hours and 
holds a Private license and an Instrument rating.

 Helena Tummers
 Irvine, CA
Helena has over 520 hours. She holds a Private 
license with Multi and IFR ratings.

 Ken Parohl
 Lloydminster, Alberta, Canada
Ken holds the following ratings: Rotorwing, SEL, 
Seaplane, and IFR. He has over 1650 hours.

 Carol Orrison
 N403P   Casper, WY
Carol has over 9000 hours and has a Mirage. 
He holds a Commercial license with an 
Instrument rating. 
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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 

Below I reproduce for you a copy of a letter 
I sent to Mr. Vern Raburn, CEO of Eclipse 
in June of this year. My reason for doing so 
will become evident as you read the letter.

Mr. Van Raburn
CEO Eclipse Aviation
2503 Clark Carr Loop SE
Albuquerque, NM 87106

10 June 2006

David A. Coats, M.D.
418 Wilder Way
Tyler, TX 75703

Dear Mr. Raburn:

The academic committee for the MMOPA 
Annual Convention for 2006, of which I was a 
member, early this year asked you to deliver 
the keynote address at our annual convention 
in Colorado Springs. You accepted. We 
were all looking forward to your address. 
We considered your acceptance to give this 
address a real honor. The Collier Trophy 
award recently earned by your company only 
heightened our expectations. However, our 
current MMOPA president received a letter 
from the CEO of The New Piper basically 
threatening withholding and/or curtailing their 
financial support of our organization if we 
allowed you to address us. The New Piper 
CEO in this letter also expressed several other 
similar complaints. Our board met, and over 
the objections of this academic committee, 
the majority voted to “disinvite you” along 
with other decisions in order to appease The 
New Piper. This vote of no confidence from 
the MMOPA board resulted in the immediate 
resignation of the three members of the 
academic committee, of which I was a member. 

As a MMOPA member and long time customer 
of Piper products in the past and one who 
appreciates the dynamic changes taking 
place in general aviation and particularly in 
the manufacturing process, I was particularly 
looking forward to your address. I sincerely 
believe that your company is, like the article 
in the WSJ stated, creating a whole new 
way of delivering an aircraft and most 
importantly a service after the sale; as well 
as a comprehensive training program. These 
processes will not only help your company; 
but will help all of general aviation and I 
sincerely believe that the New Piper along 
with the current MMOPA board have made, 
at the least, a tragic short term blunder. I 
only hope it does not portend future similar 
actions on the part of MMOPA and I sincerely 
hope Piper can learn from this mistake. 
The future is too bright to allow this type 
of pettiness in the market place of ideas.
 
As an individual without any official position or 
responsibility reference the MMOPA, yet one 
who has been a member since its inception 

and significantly involved in the organization, 
I would like to express my deepest apology 
for this rude and unprofessional act of 
disinviting you to our convention. This has 
never been done by this organization in the 
past. After this decision I had no choice but 
to resign from all current official positions 
and responsibilities within MMOPA. It will 
now be my duty as a single member to try 
and reverse this trend within our organization. 

Again, thank you very much for accepting our 
invitation to address our convention as the 
keynote speaker and please accept this one 
member’s personal apology for the action of 
our current MMOPA board in disinviting you. 

Respectfully, 
David A. Coats, M.D.
Member, MMOPA

P.S.: This letter will be published in the 
MMOPA magazine in the next issue under the 
heading “Coats Corner” as a part of my article.

My Rationale
“It was the best of times. It was the worst 
of times.” So begins Tale of Two Cities, by 
Charles Dickens, and so it has been for me and 
MMOPA this year. The above letter of apology 
from me to Mr. Raburn shows, I believe, how 
we are living in interesting times. In my history 
with MMOPA, this is a first. I hope this recent 
experience of mine will be similar to that of a 
particular janitor at a Miami FBO years ago. The 
man had never been in an airplane, until one 
day a local pilot offered him a ride in his open 
cockpit Stearman. He reluctantly accepted 
the invitation, and pilot and passenger were 
soon in the air. As he was exiting the plane 
after the ride, the janitor thanked the pilot for 
both of those flights. “What do you mean?” 
said the pilot. “That was only one flight!” Said 
the janitor with a classic southern accent, “No 
Suh! I counted two, my first and my last!” 

The Board earlier this year made the decision 
about Mr. Raburn following receipt of a letter 
from Mr. Bass, new CEO of Piper, in which 
Mr. Bass made his objections clear about our 
invited speaker. The Board acted to disinvite 
Mr. Raburn with the intention of developing 
a better mutually-beneficial relationship 
with Piper. While the majority of the Board 
defends this decision, as Dr. Yankaskas has 
made clear in multiple e-mail exchanges 
with me, I would characterize the action as 
a victory speech written on the back of a 
surrender document. I certainly agree with 
the philosophy that we should do all within 
reason to develop a better relationship with 
Piper. But, we must remain independent and 
never should allow ourselves to be intimidated 
by any vendor. Our primary responsibility is 
to our membership and to the goals of the 
organization: safety and maintenance of 
the fleet. We are not a sales division for 
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Piper, even though our love of this model 
airplane clearly helps sell Piper products. 

Since the incept ion of  MMOPA, this 
organization has always sought Piper’s 
cooperation. They have always been invited 
to send a representative to all of our Board 
meetings. How can any model-specific (Piper 
PA-46) owner organization be more open? 
We have every year attempted to engage 
Piper via multiple avenues with problems and 
suggested solutions. We have created multiple 
training programs and forums that not only 
enhance the value of this aircraft, but help keep 
it insurable. MMOPA serves to inform members 
about problems and solutions as early as 
possible, thereby avoiding even greater 
problems down the road. In other words, 
everything that MMOPA does has the effect of 
enhancing Piper’s position in the marketplace. 

We have at our annual conventions, through 
our magazine, and through our web site, 
provided forums for interchange of ideas, 
products, and services that enhance safety 
and maintenance of all PA-46 airplanes. 
That includes old ones, new ones, those 
that have had major surgery in Spokane, 
with a Lycomectomy and Pratt transplant, 

and of course the latest model, the Meridian. 
We provide a maintenance hot line with Kevin 
Mead that is the envy of most manufacturers. 
When your aircraft is AOG and you have a 
problem, who do you call? Certainly not the 
Ghostbusters! We have all enjoyed the support 
of multiple vendors of every conceivable service, 
including, yes, other aircraft manufacturers. 
Some of those other aircraft are far more 
expensive, and in an entirely different category, 
than the PA-46. Some are far less expensive. 
Our convention provides a forum for us all. 

To allow Piper to intervene as they have 
this year is wrong on multiple levels. I have 
confidence that Piper will recognize this as a 
mistake, at least I hope they do, and that in 
the future we can continue to cooperate from 
a position of mutual respect rather than out 
of fear of economic non-support. With a new 
CEO in place, perhaps Piper will now take us 
up on many of the offers we have made in the 
past. In fact, the letter from Mr. Bass actually 
suggested many items we previously have 
put forward. Since the suggestions now come 
from Mr. Bass, Piper should not suffer from 
the influence of NIH syndrome. (not invented 
here). The door is open and always has been. 

I have requested an audience with Mr. Bass 
at our convention so that he can have the 
opportunity to hear a different viewpoint than 
the one presented to him by the current Board. 
I look forward to his answer and hope that 
this different viewpoint will assist him in his 
attempt to bring Piper out of the doldrums.

Mach Something
May you always take off into the wind and 
cruise always with a tailwind, whether in a 
J-3 Cub at 50 knots or in a PA-46 Meridian 
at 0.5 Mach. But do not forget, both of these 
planes fly fast enough to kill you. Back when 
the Piper J-3 Cub was the dominant general 
aviation airplane, every crash was naturally 
featured in the local news. Mr. Piper turned 
these crashes into a major safety event. Piper 
put out a publication during the late thirties 
and forties that listed and discussed each 
of the accidents. The goal was to enhance 
safety. Interestingly, Mr. Piper ignored the 
advice of his management gurus, who at 
that time were afraid his approach would 
decrease sales. So, historically at least, 
there is hope for Piper, and MMOPA can 
continue to help. MMOPA, however, must 
remain independent. Please express your 
opinion on this issue to your Board members. 
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by Dick Rochfort

Winter Flying Tips
for the PA46 Pilot

Even if cold weather does not warm your 
heart, winter is a great time for flying. Cold 
air makes for better performance, and VFR 
visibilities soar. But a dark side potentially 
lurks behind the allure of robust climbs and 
cool oil temperatures. While the following 
comments by no means constitute a complete 
list of observations, I would like to emphasize 
some of the most important considerations 
that I believe bear repeating about winter 
and airplanes. So, as fall soon will yield to 
the next season, below I offer you the 10 
items that top my list for aviating in winter:

1)  Night flying skills. Winter begins at the 
solstice, December 21, when the sun is 
tracking its southernmost arc across the 
sky. This means shorter days, longer 
nights and more night flying. You should 
not shy away from winter night flights, 
which can lead to some of the best 
experiences you will have as a pilot. But 
brush up on your night physiology, and 
get those three full-stop landings under 
your belt to stay legal. Consider using the 
OBS feature on your Garmin to help with 
the clear dark night visual approaches. 
You do have a Garmin or two, right? 
Compute a visual descent point (VDP) 
for every approach, visual or otherwise, 
so that you are mentally prepared for the 
options. Have the anticipated actions 
required for each option firmly in mind.

2)  Airframe ice. Every year I get a call or two 
from pilots who ask me how much frost or 
snow is OK for takeoff. I received just such 
a call last winter from a conscientious 
pilot, whom I will call Bill, because that is 
his name. He was standing on the ramp 
in Vail in falling snow. Bill’s circumstances 
were compelling, but the answer is 
always the same: none, nada, nyet. 
None is acceptable. When you leave your 
aircraft on the ramp, ask yourself about 
the overnight weather. Will the night be 
clear and cold? Do the right thing: spring 
for a hanger or plan for de-icing. Do not 
presume that snow will blow off on the 
takeoff roll. If snow is falling, have the 
de-icing done with engine running and 
clearance delivered. Be sure to shut the 
inflow valve prior to de-icing to prevent 
that nasty glycol odor from permeating 
the cabin. If the ambient temperature is 
below freezing at the surface, and if time 
permits, consider doing the following: dry 

the aircraft in a heated hanger, then pre-
cool the plane by raising the hanger door, 
which usually shuts off the heaters as well, 
for an hour or so. Preflight and load the 
passengers inside the hangar, and have 
the aircraft towed out for the start. Get 
the clearance first so you have no delay.

3)  Induction ice. We all know that induction 
ice is the bane of the piston pilot. I am 
surprised by the number of pilots who 
fail to share my enthusiasm for the 
mechanics of this sinister phenomenon. 
If you encounter visible moisture while 
in flight in a Malibu or Mirage, open 
the alternate air door. Do not wait for a 
manifold pressure drop to verify induction 
ice. The aircraft will not know the reason 
for the loss of airflow to the engine and 
will presume you are climbing into less 
dense air. The waste gate controller will 
then command a new waste gate position 
to compensate for the loss of airflow. 
This cycle will continue until the waste 
gate is fully closed. Once the waste gate 
is fully closed, the manifold pressure 
will begin to fall, but that indication is 
now too late, as the engine can do no 
more, being configured as if at critical 
altitude. Moving the alternate air door at 
this late stage may send some of the ice 
clinging to the back of the filter through 
the turbochargers in an attempt to make 
Margaritas... que lastima! Do not close 
the alternate air door until you are safely 
on the ground and the turbochargers are 
spooled down, or you are absolutely sure 
no residual ice remains behind the filter 
in the plenum. And from now on, tell your 
bartender you want your whiskey “neat,” 
because ice gives you a headache.

4)  Braking action. If, while listening to ATIS 
for your arrival, you hear the phrase, 
“breaking action advisories are in effect,” 
be alert for poor or nil braking. Plan 
accordingly. You should also be prepared 
to report your experience to ATC, that is, 
if your braking action was good, fair, poor 
or nil. Be careful approaching hold-short 
lines when operating on ice and snow. It 
is entirely possible to enter the runway 
environment inadvertently by sliding past 
the line. If you are landing, be vigilant 
for other aircraft that may have crossed 
into your runway environment the same 
way; be wire-sprung to go around.

Dick Rochfort
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Winter Flying Tips
for the PA46 Pilot

5)  Runway and taxiway obstructions. 
Watch out for snow berms and drifts on 
or near runways and taxiways. Remember 
your radar pod under the right wing.

6)  Visibility. Visibility can vary greatly 
and change quite suddenly in winter. 
Anticipate what you need to see and when 
you need to see it in all phases of flight. 
Always check for, and use, departure 
procedures. Remember, visibility is only 
one of three items needed to descend 
below DH or MDA. Can you name the 
other two? If you arrive at the middle 
marker on an ILS with a visibility minimum 
of ½ statute mile, and you cannot see 
the threshold, in most cases you do not 
have the visibility required to continue 
the approach. Consider planning and 
filing an alternate airport for every flight, 
even if not legally required. Know what 
pitch and power settings you will use 
for the missed approach so that you 
will be confident to miss when the time 
comes. Train with and use the autopilot.

7)  Engine wear. Many have said that most 
engine damage occurs upon start up 
in normal operations. Considering the 
temperature changes, lubrication and 
vibration extremes, this is probably true. 
Shutting down must rate a close second. 
Yet I have observed pilots who gladly start 
the engine twice for every flight to save 50 
cents per gallon on self-serve fuel. Well, 
OK, so maybe a dollar or more now, but 
starting the engine costs money in wear 
and tear. Some pilots routinely use the 
battery to start their turbines seemingly 
unaware of the huge benefits of a free 
28 volt start, including longer battery and 
starter life and cooler starts to name a few.

 You use your aircraft with the understanding 
that doing so will, eventually, cause the 
engine and airframe to wear out, or 
at the very least, look and perform 
somewhat less than perfectly. This is 
the trade-off brought along by the joy 
of flight. Fortunately, to some extent the 
wear can be mitigated. Consider using 
a heated hanger. That might be the 
single most important investment you 
will make in maintaining the health and 
well-being of your aircraft. Extreme cold 
has ill effects that go beyond battery 
performance; the impact on avionics 

and gyros certainly comes to mind.

8)  Battery condition. When my daughters 
reached driving age, the family fleet 
expanded to three cars, and our AAA 
membership grew to four souls. The 
fleet has aged a bit, but up until this 
winter, our rides have been exceedingly 
reliable. So I did not renew the AAA 
membership, which of course was a big 
mistake. Within two weeks we had three 
separate “failure to start” events and 
enough tow truck bills and inconvenience 
to pay for AAA for three years. This 
experience, and several similar events 
in aviation, has led me to conclude that 
batteries contain evil magic, which in 
unknown ways causes failure without 
the tell-tale sounds of impending doom.

 The condition of your aircraft battery 
will change over time, and may, in fact 
probably will, fail at the least convenient 
time. Consider changing out the battery 
or batteries every two to three years. Try 
to avoid applying loads to the battery 
routinely before engine start without 
the assistance of a GPU. Know that in 
most applications a GPU will charge the 
battery unprotected: do not go to lunch 
with one plugged in. I suspect most pilots 
know by now that, without modification, 
the nose baggage area light in our PA46 
does not time out, so if you leave the 
nose baggage door open the light will 
remain on. JetProp puts a switch on 
that light so the baggage door can be 
left open without draining the battery.

 Deep cycling of the battery is bad. 
Newer battery designs have lower 
rates of internal resistance and trace 
amounts of Antimony to help control 
evaporation. The failures will occur with 
less warning. One subtle but sure sign 
of pending failure is a battery that does 
not take a charge from the alternator or 
generator, or does so incompletely or 
unusually slowly. Pay careful attention 
to how the battery recovers from the 
start sequence, and note any trends.

9)  Dress to survive. As you prepare for your 
flight, look at the terrain to be crossed and 
ask yourself the following question: if I 
were on the ground anywhere along my 
route of flight, uninjured, with passengers, 

at night, for 12 hours or so, what would 
I want to be wearing? Carry everything 
the survival experts suggest is not 
always practical, and, as a former Green 
Beret, I can tell you that survival is 
90% mental attitude. But you should 
plan to participate in your own rescue. 
Consider purchasing and registering a 
Personal Locator Beacon or PLB. You 
can mitigate a whole lot of risk with a 
PLB for about $600. McMurdo makes 
one called a GPS FastFind, which is 
registered in your name with SARSAT. 
The unit pretty much guarantees the 
arrival of a helicopter within 30 meters of 
your location in about two hours. I fly over 
450 hours per year in Malibu, Mirage and 
Meridian aircraft, and I have to tell you 
that, since I no longer carry a UHF radio 
and smoke grenades, I always have my 
McMurdo PLB with me on each flight. 

10)  Aircraft limits. Review your POH. If 
you do not have a copy for your home 
or office, get one, along with a current 
FAR/AIM as well. I was attending the PT6 
school at Pratt & Whitney a few years 
ago when a pilot in the class blurted 
out in dismay that he was unaware that 
the Meridian had a temperature limit for 
operations. Since he lived in Canada he 
would be operating below the minimum 
temperature about half of the year. The 
earlier Meridians have a temperature limit 
of -34 degrees Celsius, while the JetProp 
does not. Both aircraft use Jet A. No 
matter what airplane you fly, keep in mind 
that the temperature limit at that magic 
number is specified by Jet A refiners. 
As an aside, I should note that Jet A1 
contains less water, useful for lowering 
the temperature limits, but is largely 
unavailable to civilian pilots in the United 
States. Heaters, fuel temperature gauges 
and header tanks not withstanding, you 
might be wise to consider complying with 
aircraft limits. Ignoring them may very well 
be safe, but surely not legal. Incidentally, 
adding Prist does not create Jet A1 
fuel from Jet A, nor does the addition 
change the -34 deg C limit, even though 
it may postpone the potential outcome.

Winter flying can be safe and fun; you just need 
to accommodate the vagaries of the season.
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Greetings fellow MMOPA members, and 
welcome to our new column dedicated to the 
Meridian. Allow me to start with a little background 
information as the first order of business.

Why Me?
What qualifications do I have to bring 
meaningful and relevant information to this 
forum? This first installment is designed to 
answer that question, and to outline how 
we envision the new column developing.

My name is Doug Pendleton, and I am a flying 
addict (Hello Doug...). I work for SouthEast 
Piper as the Regional Sales Manager for our 
Atlanta-based office serving Georgia and 
Tennessee. I will share a secret with you: 
selling airplanes is absolutely one of the 
best ways in the world to satiate the needs 
of a flying addiction. I first viewed flying as 
a personal passion, but I soon recognized 
that my technical career at the Oak Ridge 
National Laboratory in Tennessee would 
never pay enough to service my growing 

appetite for all things airplane. I had to find 
a way to make my living in aviation. The first 
step was to become a CFI, which at least 
allowed me to be paid for flying. I also took 
the time to apprentice with some local aircraft 
mechanics over the years and earned my A&P 
certificate. With my A&P, I could even make 
money when the weather was not fit to fly. 

I eventually left my day job to become a 
professional aviator by starting a flight 
school. I later became partners in an aircraft 
maintenance operation as well. The next 
few years were simply delightful. I was flying 
about 700 hours per year. More to the point, 
I was actually earning a (modest) living in 
aviation, something that had not initially 
seemed possible when I discovered that 
a first class medical was not in my future. 

Thrill of the Chase
During this time, one of my business partners 
had an old Cessna 172 that he had been 
trying unsuccessfully to sell. With few takers, 
he asked me to help sell the plane, and 
I accepted the challenge. First I cleaned 
up the plane, and then flew her around 
Tennessee, stopping to hang spec-sheets 
at every FBO I could visit. I quickly sold 
the aircraft. I was hooked. Over the next 
couple of years, my business evolved almost 
exclusively into buying and selling aircraft. 

Then in the spring of 2000, I learned that 
Signature Combs was recruiting for a 
salesman qualified to fly and sell New 
Piper products in Tennessee. This seemed 
like the perfect opportunity, selling brand 
new aircraft with a warranty. I joined the 
team and moved my family to Memphis, 
where I was based for the next three years.   

Early Meridian
As I am sure that many of you remember, this 
was also the time when the Meridian was well 
into flight testing for certification. While the 

early pre-production designs were initially 
planned for 400 SHP with a 3-blade prop, 
the design quickly evolved into 500 SHP 
with the 4-blade prop for actual certification. 
These were exciting times indeed, and the 
product evolution was just getting started.

For the past three years, I have been in the 
Atlanta area with SouthEast Piper. I have 
enjoyed flying and selling Meridians every year 
since their introduction. The first Meridians are 
terrific planes, and the aircraft has continued to 
evolve into the fabulous product that we have 
today. In fact, I am frequently asked to explain 
the differences between the model years, which 
by no coincidence is one of the many subjects 
that I plan to address in future columns. 

Wheels Up
My goal for this column is provide a constructive 
forum beneficial to any person interested 
in the aircraft. This would include current 
owners, potential future owners, and basically 
anybody curious about the Meridian. Future 
topics will focus not only on the engine, 
airframe and panel, but on all aspects of 
operations as well. I will also, when opportunity 
knocks, expose the fun side of flying the 
Meridian: great places visited with the plane 
or adventures that owners wish to share. 

Our editor has already been a big help 
getting this new effort underway, offering 
several excellent suggestions to make 
this a worthy addition to our magazine. I 
sincerely appreciate Jeff’s help and look 
forward to working with him in the future. 

CYA
Last but not least, let me also take a moment 
to point out the obligatory liability disclaimer: 
The information presented here and in future 
columns is for the personal use of the members 
of MMOPA and is not to be interpreted in any 
way to conflict with established operating 
limitations and operating techniques for flying 
these wonderful aircraft. It is the expressed 
responsibility of each individual to verify the 
accuracy of any information, empirical or 
otherwise, and to operate his or her aircraft 
within the manufacturers operating handbook. 
But I am sure that you already knew that anyway.

I look forward to contributing to this new forum, 
and I invite you to e-mail me with your ideas 
for future topics of discussion. I also plan to 
share the forum from time to time with my other 
colleagues from the Piper Dealer Network, from 
which there is a wealth of experience to tap.   

Doug Pendleton is the 
Regional Sales Manager 
for the Atlanta office of 
SouthEast Piper. He has 
been a professional pilot 
since 1997. He can be 
contacted by email him at 
doug@sepiper.com

by Doug Pendleton

Meridian!

Doug Pendleton
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As a typical PA46 pilot, I seek out the best 
recurrent training each year, both as a means 
of fulfilling my insurance requirements and as a 
way to scrub off any rust from skills rarely used, 
particularly emergency procedures. Many of 
us also complete some form of supplemental 
training at an interval approximating six 
months from our annual recurrent sessions. 
As a consequence of this schedule, I have met 
numerous instructors, leading me to ponder a 
few mysteries. Who are these instructors? How 
did they get to fly beautiful airplanes for a living? 
I decided to ask each of them some questions.
 
I focused on personal background and history 
rather than on any institution with which each 
instructor might be associated. With the 
new column on simulator training now firmly 
established in the magazine, I decided to focus 
on the instructors who train us in our various 
models of the PA46. I found with no surprise 
that Malibu instructors are all exceptional CFIs, 
each with a different and interesting story. 

Meet Tom Deutsch
Tom received his pilot’s 
license in June 1968 at the 
age of 18, followed by his 
CFI in 1972. Over the past 38 
years he has accumulated 
over 7000 hours. Since 1988 
he has been an active PA46 
operator and corporate pilot. 
Tom has accumulated 1500 

hours of flight experience in all models of the 
PA46, including approximately 300 hours of 
PIC time and instruction given in the Meridian. 

In April of 1999, Tom became an instructor 
with Lester Kyle’s Aircraft Training, conducting 
both initial and refresher courses for Lester. 
In 2002, Tom started his own company, 
Aircraft Training Services, LLC. ATS has been 
approved for both initial and refresher PA46 
training by all major insurance carriers. Tom 
has also completed several Bonanza Pilot 
Proficiency Program weekend seminars, and 
currently teaches mountain flying courses for 
that Bonanza program. Tom is a member of 
the National Association of Flight Instructors 
and is an active Aviation Safety Counselor for 
the Kansas City FSDO of the FAA. You can 
reach Tom on his cell phone at 913-908-7752.

How did you become interested in flying?
I have been an airplane addict since my 
earliest memory. Like a lot of kids I built and 
flew models as soon as my weekly allowance 
allowed. I remember when I was 13 or 14 
years old riding my bicycle to the airport 
on weekends to help pilots wash and wax 
their planes in exchange for a short ride. 
I became quite an airport bum. I started 
flying lessons when I was 16 and received 
my pilot’s license in a Cherokee 140 at 
the age of 17 in 1967. In 1971 I became a 
Flight Instructor to finance my addiction.

Besides instructing, have you done any 
commercial flying?
I have done some corporate flying and continue 
to act as corporate pilot for our firm, as needed. 
I mostly enjoy the challenges of teaching a 
flight program that involves advance skills in a 
sophisticated airplane. For the last several years 

Malibu Flight School        Part 1

by Mark Spitzer

I’ve done very little primary flight instruction.

Do you get to do any international flying?
Only to the Bahamas and the Caymans. 

Do you have any kids and if so, did you 
teach them to fly? 
I have two grown daughters, neither of which 
ever expressed a desire to fly. I guess to 
them it was always just part of dad’s job. 
I do however have four grandchildren, 
two  o f  whom a re  a i rp l ane  “nu t s . ”
 
My kids are just like that, no interest. They 
were surprised to find out that the other 
kids at school didn’t have airplanes too. 
Speaking of kids and family, how many 
hours of dual do you give per year and 
how do you fit it in with your real job and 
family responsibilities? 
I average around 250 hours a year flight 
instructing. I mainly teach on weekends 
and no, it doesn’t fit too well with my family 
responsibilities. My weekday job is Vice-
President of Development for a Marriott 
franchise developing hotels in several different 
states. My job requires a lot of travel during 
the week, which makes it difficult to travel 
on weekends to give flight instruction, 
so most of my training is done here in 
Kansas City on the weekends. It’s a nice 
central location and near Kevin’s shop. 

Proximity to Kevin Mead is a plus. New 
owners that may be encountering squawks 
on their new bird have easy access to 
expert service, and Kevin’s business seems 
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to be doing well. Speaking of business, 
where did you learn about business?
I was a home builder, I did multi-family 
homes and hotels and I worked my way up 
through the construction and development 
business. Today I am responsible for 
planning, building and opening hotels. 

How did you end up being an insurance-
approved instructor for initial and 
recurrency Malibu training? Do you now 
do all types of PA46 training?
Our firm purchased a new Malibu in 1988 
and I began flying it for them. We moved 
to a Mirage in 1990 and in 2001 bought a 
Meridian. After attending several years of 
initial and recurrent sessions I developed my 
own course curriculum for both initial and 
recurrent training and was able to get my 
course approved by the various insurance 
underwriters. Yes, I do training in all models of 
the PA46 including the JetProp and Meridian.

A good fringe benefit would be unlimited 
use of the Meridian! Do you get to use it 
for non-work-related flying or instruction? 
Yes, but I use it very little. I own a V-tail 
Bonanza that I really love, and that is what 
I fly on personal trips. I am also building 
a RV10 four-place airplane. Occasionally 
I will use the Meridian for personal use if 
needed. For all kinds of reasons I never use 
the company Meridian to give flight training. 

What’s your typical initial Malibu training 
course like? 
Like most PA46 schools we spend time on each 
of the aircraft systems, review IFR and VFR 
procedures, point out the unique qualities of 
the PA46, then fly whatever number of hours it 
takes for the client and I to both feel comfortable 
that he or she is ready to act as PIC. More and 
more insurance companies are dictating the 
number of hours a new PA46 pilot must train.

In my case, stepping up from an Archer 
about five years ago with 1000 hours, 

I still had to get 65 hours of dual, plus 
insurance-approved training, but I had 
less than 100 hours in complex aircraft. 
How many hours of training are they 
asking for now, typically? 
Most people are moving up from a complex 
single such as a Bonanza or Saratoga. For 
people with complex, high performance 
experience, typically the insurance companies 
like 10-25 hours of dual, plus the initial training 
course. Sometimes they add a requirement for 
10 hours of solo before taking passengers. Also, 
just like in your Malibu flight training, you really 
need a Malibu insurance specialist like Mona 
Rathmel when you look for insurance. I believe 
much of what is required of a pilot depends 
on how he is presented to the underwriter.

How many initials do you do per year? 
How about recurrency instruction?
I complete 12-18 initial courses and 30-
35 recurrent training sessions per year.

Aren’t you nervous getting into a Malibu 
you haven’t flown before with a pilot of 
somewhat unknown skill? Who is PIC 
when you train?
Well, I am not nervous, but let’s say my 
alertness is heightened! I stay right on top 
of it, especially the first few landings. If the 
pilot is new to the plane I make sure it goes 
correctly; my hand is right near the yoke 
on takeoff and landing, especially in the 
Meridian. As far as who is PIC, I consider 
myself in charge of the flight any time I give 
instruction. I feel fully responsible for the 
outcome of whatever I asked the pilot to 
do. I will always make sure that the flight is 
safe. On the subject of logging PIC, that is 
another matter; if he is current the pilot can 
usually log PIC time for the instructional flight.  

What’s your training style and what do 
you like to emphasize in recurrent training 
(assuming the pilot is basically competent 
in all areas)? 
My training style is that of a teacher as 
opposed to a tester. I feel too many instructors 
are continuously “testing” their students. I 
enjoy the teaching aspect and watching the 
client’s reaction if I am able to teach him a 
new skill or help perfect a skill he has been 
having a problem with. This airplane has 

several characteristics that are somewhat 
unique. By specializing in one type airplane I 
am able to highlight these differences to most 
clients. I like to emphasize these differences 
and how to fly the PA46 using a predetermined 
set of numbers for each phase of flight.

What are the unique characteristics 
that you like to emphasize? 
There are a number of subtle things that 
will help the pilot, and I’ll mention them in 
a moment, but the one big thing about the 
Malibu is that it is a “control the airspeed 
airplane.” What I mean is that if you nail the 
correct airspeed for various phases of the 
approach and landing, not five knots too 
high, not five knows too low, you will do a 
good job flying the plane. In the Malibu, 
consistency in obtaining the desired airspeed 
and configuration makes the difference 
between each flight being an experiment 
and the flight being flown professionally. 

Now there are also many subtle things such 
as neutralizing the rudder trim before touching 
down. If you don’t you may have a little 
excursion on the runway! Also for example, on 
take-off with smooth air, if you add a little jab 
of right rudder as the nose wheel lifts off, you 
will do a better job staying on the centerline. 
Go-arounds are another area: I like to make 
sure the pilot knows not to pull the nose up too 
fast on a go-around. In fact, depending on the 
aircraft loading and trim, forward pressure on 
the yoke may be required to maintain control 
and not create a condition that leads to a stall. I 
like to practice go-arounds with new pilots, but 
I don’t surprise them. It’s not a test. I explain 
what we are going to do, and then we do it 
the right way. This is what I mean about the 
teaching aspect versus testing while giving 
flight instruction. An instructor who doesn’t 
specialize in a Malibu might not know about 
these or other subtle things about this airframe. 

In fact, a stall/spin after a go-around was 
exactly the cause of a Malibu accident in 
Massachusetts a few years ago. I know it 
is hard to generalize, but what would you 
say is the biggest area for improvement 
you see in your average Malibu pilot? Do 
you have any thoughts about improving 
the overall safety record of the Malibu?
As our aircraft become more and more 
sophisticated and more and more automated 
they become safer for us to operate. This is 
true, however, only if we use the automation 
properly. Dependence on the automation 
can be a slippery slope. I believe all pilots of 
modern aircraft need to continually work to 
maintain their basic airmanship skills both 
instrument and visual (also referred to as stick 
and rudder skills) and know the right mix of 
automation versus use of these skills. We as 
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“I don’t surprise them. It’s not a test. I explain what 
we are going to do, and then we do it the right way.”
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pilots always need to be prepared to revert 
back to the basics of piloting the aircraft should 
some of the automation fail or we simply “push 
the wrong button.” One of the best ways I can 
think of to polish these basic skills is to get an 
advance rating, get a tail dragger checkout, 
or attend a short aerobatic course. I believe 
regular attendance at the Malibu Safety Training 
Foundation seminars will improve the safety 
record. I really think that we have developed 
seminars that will and do improve safety.

Do you have a good flying story 
that you would like to relate?
Soon after I received my Flight Instructors 
rating (I mean like two days or so) a lady 
named Polly who had been training at our 
flight school approached me to become my 
first student. She was in her mid 60’s, had 
only one eye, and was very scatter-brained. 
I’m not making this up. She had worn out 
every other instructor at the school. She had 
logged over 110 hours of dual over a two 
year period and had never soloed. I was truly 
“fresh meat.” I agreed, and after working two 
or three weekends with her I soloed her to 
remain in the pattern for about 45 minutes. 
After returning to the FBO it was plain she was 
the happiest person on earth that day. Polly 
never flew again. Other impressions are only 
that I have had lots of great memories teaching 
pilots new skills. I love when a client says 
“no one ever showed me that before.” I then 
know I’ve done my job and made a difference.

Did you ever have to handle an in-flight 
emergency in a Malibu or other plane? 
Twice, once for a turbocharger failure on takeoff 
while entering IMC, and once for a magneto 
failure just as we lifted off with no runway 
ahead to land. Both ended successfully.

Sounds like you were up to speed on 
your recurrent training. Does a Malibu 
insurance-approved instructor need to 
get recurrent training? If so, where do 
you go? 
I don’t believe it is necessary. As the saying 
goes if you want to learn a subject teach it. 
Each time an instructor conducts an initial or 
recurrent session he essentially completes his 
own training. For me that is 45-plus times per 
year. However, having said that, I do attend 
recurrent training every year at SimCom 
just to make sure my skills stay current.

Meet Ron Cox
Ron Cox is the owner of 
ATM in Vero Beach, Florida. 
He started ATM in 1990 
and presently has seven 
instructors working for him, 
four of whom are PA-46 
qualified. Ron Cox can be 
reached at (772)778-7815.

Ron, how did you become interested 
in flying? 
I started flying in 1968 via Uncle Sam. I attended 
Primary and Advanced Helicopter training and 
then deployed to fly the sunny skies of South 
Vietnam from 1969 to 1970. I obtained my fix 
wing ratings in 1971 in a version of the 172 that 
we called a T41. I became an instructor in 1972.

Could we ask, are you a decorated 
veteran? The MMOPA readers will 
want to know…
Well, it’s not really relevant to flying Malibus. 
I did receive the Distinguished Flying Cross; 
I flew about 1100 combat hours, but that 
was a long time ago. However, the military 
flying did provide me with a systematic 
method for training. I was an Ops officer 
and a commander, and in the military we 
emphasized self-analysis of the mission while 
in flight. It’s a method of constantly thinking 
about your current status and how it affects 
the remainder of the flight. This is important 
in high altitude flying where weather, altitude 

and other factors require continual self 
analysis of how those factors affect the flight. 

You are doing a lot of fixed wing training 
nowadays. Do you do any helicopter 
flying these days?
Actually I flew a helicopter a few weeks ago. 
But I only get to fly them when I can talk 
somebody who has one into it! It is expensive. 

What kind of flying and training have you 
done over the years?
I  have f lown over 13,500 hours, and 
accumulated around 9,000 hours as an 
instructor. I have about 4,000 hours in the 
PA46. Ratings include ATP, CFI, CFII, and MEII. 
I do not do any instructing outside of Initial 
and Refresher Training. ATM, Inc. conducts 
Initial and Refresher training in over seventeen 
different aircraft, of which the PA-46 series 
accounts for four. We train over 800 pilots 
per year, with 110 being in the PA-46 series 
aircraft. We have four trainers qualified to 
do insurance-approved training in the PA46. 

Is ATM your full time job now? 
ATM is a full time business for me. I started 
ATM in 1990, and have been full time with it 
since 1992. ATM is approved to conduct Initial 
and Refresher Training in all PA-46 aircraft, 
including the Meridian and JetProp. Part of our 
success is insurance company driven, and our 
training program is approved by the insurance 
companies. By the way, speaking of insurance, 
I should mention that when we train, we 

always need to have a waiver of subrogation 
and a certificate of insurance before any 
of our instructors fly in the client’s aircraft. 
I think the reason for this is pretty obvious.

How did you end up being an insurance-
approved instructor for initial and 
recurrency PA46 training? 
I met some insurance underwriters while 
at Piper Aircraft and SimCom. I ran the 
Training Center at Piper Aircraft from 1988-
1990, and then became the Director of 
Training at SIMCOM from 1990 to 1992.

What’s your typical initial PA46 training 
course like? Where do you like to do the 
training?
Our typical PA-46 initial is three and half to 
four days long, depending on the insurance 
requirements that the underwriter places on 
the pilot. Refresher courses are normally two 
days in length but may go three depending 
on the needs of the client. Out training is 
conducted 90% of the time in a mobile 

configuration at the client’s location. Our 
office is in Vero Beach and during the winter 
months we experience a high number of 
pilots coming to us. We conduct around thirty 
initials per year and the rest are refreshers.
 
Ron, what’s your training style and what 
do you like to emphasize in recurrency 
training, assuming the pilot is basically 
competent in all the basic areas? 
I classify my style as between a system-oriented 
instructor and an avionics person. I think the 
advancement these past few years in avionics 
makes it one of the major components that the 
pilot must master in flying his or her aircraft.

Now that aircraft are moving to the glass 
cockpit, do you think that it will translate 
to a reduction in pilot workload as 
compared to the steam gauges? 
Well, certainly there is more to learn with 
the glass cockpit, and it takes longer. I think 
the knowledge is perishable so it requires 
a lot of practice. The work load is pretty 
high even after mastering the glass cockpit.

Well, I actually like my steam gauges… 
Me too, that’s what I have in my C-310. 

Speaking of glass cockpits, Piper is 
moving to the Avidyne system in the new 
Malibus. Any thoughts on that?
No doubt Piper is giving the market what 
the market demands. Cirrus has shown 
that a lot of new owners want the latest 

Malibu Flight School

“I classify my style as between a system-oriented 
instructor and an avionics person.”
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glass, and that is what Piper is going to 
offer. Their product has to stay current. 

For the PA46, what do you think is the 
right balance between simulator training 
and flight training?
In the turbine market, I feel a pilot with relatively 
low hours should attend a simulator-based 
course to learn about hot and hung starts, 
compressor stalls, and MOR operations. If 
the pilot is experienced in turbine engines 
or has a high number of flight hours in 
pressurized or heavy twins, then the transition 
can be accomplished easily in the aircraft. 
In the reciprocating market, most pilots 
can transition to the aircraft without the 
benefit of a simulator. I can accomplish 
most emergency training, including engine 
outs, in the aircraft with no negative effects. 

I know it is hard to generalize, but what 
would you say is the biggest area for 
improvement you see in your average 
PA46 pilot? Do you have any thoughts 
about improving the overall safety record 
of the PA46?
PA-46 pilots in the owner-flown market should 
work on their basic stick and rudder skills. 
They tend to rely upon the autopilot way too 
much. Though with the heavy emphasis on 
the avionics part of flying, a good autopilot 
and how to use it are essential to safe flying, 
especially when conducting GPS operations. 
 
Do you have a good flying story that you 
would like to relate?
After teaching in the PA-46 since 1988, I 
have several “good stories,” but having 
an engine out in an early Malibu and 
dead sticking it into MCO at night is my 
personal best. I wrote it up for the MMOPA 
newsletter, I think in 1999, before the format 
changed to become the magazine it is now. 
 
What do you really love the most about 
the PA46?
The PA-46 is the best single-engine pressurized 
aircraft in the market. Piper really got it right 
when they built the Malibu/Mirage. Engine 
problems not withstanding, it is the most 
efficient aircraft in the marketplace. The 
JetProp and Meridian are definitely niche type 
aircraft. Because of their weight restrictions it 
is hard to legally flight plan for more than two 
people and some baggage with full fuel. Great 
aircraft to fly however. Once you go turbine it 
is hard to return to the gas powered aircraft.  

Does a PA46 insurance-approved 
instructor need to get recurrent training? 
If so, where do you go? 
I train once a year with one of my other 
instructors. Think it is always a good thing 
to fly with someone else on an occasional 
basis. I always learn something even 
after being a pilot for thirty-seven years.  

Do you do any other type-specif ic 
insurance-approved training? What about 
the P210, TBM 700 or Pilatus PC-12?
I teach the TBM 700 and PC-12. They are just 
great aircraft, but fall into another category 
compared to the PA-46 series. Most owners of 
these aircraft have been previous PA-46 owners.  

What about your family? Does your wife 
fly with you much in your twin?
My wife flies with me occasionally in our C-
310. She is a fair weather flier and will only 
go when it is CAVU. This is because I once 
owned a Comanche 250 and on a trip from St. 
Louis to Atlanta it was just incredibly turbulent 
and she was in back with our two year old. It 
is hard to overcome that kind of experience. 

What do you do to relax during your time 
off away from aviation?
I  p lay  go l f .  I n  fac t  I  am go ing  to 
I r e l and  fo r  a  mon th  to  p l ay  go l f .

Meet Dick Rochfort
Dick Rochfort is a former 
corporate pilot and primary 
flight instructor. He is a full 
time aviation consultant 
specializing in advanced 
pilot training in the Malibu, 
Mirage, and Meridian aircraft. 
Dick is currently flying over 
450 hrs per year, and trains 

60-80 pilots every year in these aircraft.  He 
holds multi-engine ATP and Gold Seal Flight 
Instructor Certificates with CFII, MEI and 
C525S ratings. The National Association 
of Flight Instructors as awarded him their 
highest honor: Master Flight Instructor. He 
has been actively involved in flight training 
since 1991, and has trained pilots all over 
the U.S. and in Canada and Europe. He is 
currently teaching on a full-time basis in the 
Malibu, Mirage and Meridian. Dick is the 
owner of RWR Pilot Training in Baltimore, and 
can be reached at 866-870-8196 or 410-435-
3333. His website is: rwrpilottraining.com.

Dick, how did you become interested 
in aviation? 
In 1970, I volunteered for US Army Special 
Forces so that I could attend jump school. I 
know... I know... yes, I was out of my mind but 
there was a war going on then and I would 
have been drafted anyway and would have 
lost control of my “career path.” I used to 
watch the pilots of the C130 I was sitting with, 
in their green baggy flight suits, dripping with 
perspiration and I would ask myself, “Why 
in the world would anyone want to drive this 
flying bus when they could be having as much 
fun as me jumping out of it?” In fact I had 
thoroughly convinced myself that I was far 
more intelligent than they, completely oblivious 
to the very real possibility that I was just like 

them. Six years and 44 jumps later I was out. 
I started having recurrent dreams about flying. 
In these dreams I was able to fly without a 
parachute or an airplane. It was more like 
ballooning only without the balloon or basket. 
 
I left the house one day and drove to Martin 
State Airport in Baltimore, plunked down the 
total sum of $50 and took “the intro ride” in 
a C152. I was completely overwhelmed by 
the “complexity” of this machine and I said 
to the 20-something instructor, “There is no 
way I can look at all this stuff and make any 
sense out of it.” He said exactly the right 
thing in response: “No one can look at all 
this stuff at once and interpret it. We look at 
one thing at a time and I am going to teach 
you what to look at and when.” I soloed 
at Martin State Airport on June 8, 1986.

Isn’t Martin State where Skytech 
is located? 
Yes, I know the Skytech folks well, and 
I receive referrals from them frequently. 
Skytech is the regional sales and service 
center for Piper, Cessna Caravan and Pilatus 
PC12. They are an excellent resource for 
the pilot community and I recommend them 
highly. Sometimes I help them relocate 
or test-fly aircraft and I provide their sales 
force and pilots with their annual training.

Besides instructing, have you done any 
commercial flying? How many students 
have you signed off for solo?
Yes, I started flying commercially and teaching 
full time in 1991, after getting laid off from 
my “real job” at Westinghouse. Thank you 
Westinghouse: it’s the best thing that ever 
happened to me. I flew and managed aircraft 
(mostly Saratogas, Malibus and Citation 
Jets) based at MTN, BWI, ESN and FDK, 
and I taught Private through ATP at a Part 
141 school at Martin State. During that time I 
signed off students for solo flight and check 
rides on average once or twice per week. 
I really don’t remember the number but I 
think that first solos are always, shall we 
say, thought provoking. I am still teaching 
full time, but only in the Malibu, Mirage and 
Meridian, providing insurance-approved 
initial, recurrent and supplemental training.

What was the career path that you walked 
away from?
Well, I started out with a B.S. in psychology 
(that probably helps in my teaching a little), 
but I wasn’t making a living. So I joined 
the Army. After that, I was employed as 
a manufacturing engineer at Bendix, and 
then later at Westinghouse. My job was to 
train adults to do Milspec radio assembly. 
Along the way I picked up a Masters in 
Administrative Science at Hopkins, and also 
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an engineering degree from Hopkins. I ended 
up in marketing at Westinghouse, and from 
there I went directly to commercial flying. 

Do you have any kids and if so, did you 
teach them to fly? What about your 
spouse? Are you in a “flying family”?
My wife of 30 years and I have two girls. Anne 
is a Phi Beta Kappa graduate of Washington 
& Lee and a Fulbright Scholar. Grace is 
starting her junior year at Lynchburg College 
on a four-year academic scholarship. My 
wife, Mary Anne, who some of you met in 
Palm Springs last year, is a librarian for a 
private elementary school here in Baltimore. 
None has expressed any interest in flying. 
When the girls were younger I owned a Piper 
Dakota that I flew for runs to Pittsburgh when 
I worked for Westinghouse. As a family we 
used 3039W to make the weekend beach 
trips, Eastern shore grass strip picnics, 
Disneyworld and so on. My family enjoys 
general aviation because of its expedience 
and versatility and, so far, has no other interest 
in it. We do not own an aircraft anymore 
because I no longer do the Pittsburgh runs 
and I have been so busy flying professionally.

How many hours of dual do you estimate 
you give per year and how do you fit 
flying in with your other job(s) and family 
responsibilities? What’s your “real” job? 
My “real job” is providing for my family. I do this 
by training owner-operators and their pro pilots 
to fly the Malibu, Mirage and Meridian aircraft. 
I am a full-time instructor working exclusively 
in these aircraft.  Last year I flew a little over 
460 hrs; 60% of this time was in the Meridian 
and the remainder was Malibu and Mirage and 
an occasional Saratoga. The vast majority of 
this was giving flight instruction. Additionally, I 
teach at the Malibu/Mirage Safety and Training 
Foundation seminars, and I am an FAA 
Aviation Safety Counselor for the Baltimore 
Flight Standards District Office. This year I will 
most likely exceed 500 flight hours. Since I 
travel a lot, the daily responsibilities of running 
the household are managed by Mary Anne.

How did you end up being an insurance-
approved instructor for initial and 
recurrency PA46 training? 
I was having dinner with a colleague at 
the Ocean Grill in Vero Beach, having just 
delivered an aircraft to Sun Aviation for a pre-
buy inspection. He had recently left Attitudes 
International and was working with Ron Cox 
at ATM. Enthusiastic about the work, he 
suggested that I give Ron a call. Working 
with Ron was great, and I continue to value 

his advice and friendship. I learned a lot, and 
2 1/2 years later I was able to write my own 
syllabus, gain FAA and insurance approval, 
and I began accepting referrals for training 
directly. I specialize in providing insurance-
approved, type-specific training in the Malibu, 
Mirage and Meridian aircraft because I 
have instructor-level knowledge of these 
aircraft and they are my personal favorites!

What’s your typical initial PA46 training 
course like? Where do you like to do the 
training?
My initial training program is designed to 
transition the owner/operator safely and 
comfortably into the Malibu/Mirage/Meridian 
from high performance piston single-engine 
aircraft. I provide an aircraft-specific weight 
and balance plotter, a copy of the AFM and 
a current copy of the FAR/AIM Manual. My 
30-hour performance-based syllabus is FAA 
Industry Training Standards (FITS) approved 
and it gives me the freedom to give exactly 
the training needed. The training includes 
up to 15 hours of flight and 15 hours of 
scenario-based ground training, including 
CPT (Cockpit Procedures Training) and LOFT

(Line Oriented Flight Training). This program 
has an optional block of training in an FAA-
approved level-3 full-motion simulator (at 
additional cost) when requested or required. 
 
Training is what I love to do. I like to go 
wherever my client wants to train. In addition 
to giving excellent instruction, I want to make 
the experience a positive one for my client. 
I travel all over the U.S. and Canada on a 
regular basis to make this happen for them. 
And, I am willing to train in real weather, so 
for example if a pilot wants to see how radar 
really works, we go get close to some rain. 

It sounds like your course is very rigorous 
and that you expect your trainees to meet 
rigorous and high standards. 
No, that’s not my emphasis. I do training, not 
evaluation or testing. I have attended the FAA 
Designated Pilot Examiner training program 
in Oklahoma City and I use FAA standards 
for the rating held. I do like to make sure 
that when pilots finish my program they have 
ironclad solutions for handling real-world flying 
challenges. But I also like to make sure that 
from chock to chock we get the most fun with 
the most safety. I also think that developing 
pilot judgment is a key part of the training. 
Part 91 pilots have a lot of choices. These 
choices are the reason Part 91 operations 
are so versatile, and I think pilots have to 

know how to evaluate the choices and use 
whatever is available when needed. Circling 
and contact approaches, for example, can 
be done safely. Pilots need to know how 
to decide when to use such procedures. 

How many initials do you do per year? How 
about recurrency instruction?
I train between 60 and 80 pilots per year (not 
including the MMS&TF Safety Seminars). Initial 
versus recurrent training is about half and half. 
My recurrent training program is designed to 
review the pilot’s safety and comfort level in 
the Malibu/Mirage/Meridian and bring it to the 
next level, regardless of previous experience. 
The client and I will design a challenging 15 
hour performance-based curriculum derived 
from the 30 hour FITS approved Initial Training 
syllabus. We will concentrate on areas that 
have the most value based on the type and 
quantity of flying that this particular pilot does, 
including emergency and abnormal operations, 
Emergency Escape Procedures, Aeronautical 
Decision Making (ADM) and Single Pilot 
Resource Management (SRM). The training 
includes up to 5 hours of flight training and 
10 hours of ground training (including CPT). 

What’s your training style and what do you 
like to emphasize in recurrency training, 
assuming the pilot is basically competent 
in all the basic areas? 
I like to teach what pilots want to learn, so 
I always begin recurrent training by asking 
about this individual’s recent experience. 
Usually I can find something of interest that 
can be improved a bit. If the pilot likes to 
hand fly the airplane, I often find weaknesses 
in AP operation skills. If the pilot is good with 
and uses the AP a lot, sometimes the hand 
flying skills have suffered. I am also bringing 
my observations of hundreds of other pilots 
to bear in these sessions. Most importantly, I 
like to give solid advice about the specifics of 
the objective, be it crosswinds, approaches, 
weather strategies or GPS nuances.

For the PA46, what do you think is the 
right balance between simulator training 
and flight training?
Professional pilots and owner/operators are 
fundamentally different. They are different in 
their motivation, backgrounds and objectives; 
as a result, their style of learning is completely 
different. Owner operators need specificity 
training. Most professional athletic coaches 
and trainers as well as military instructors 
agree that specificity training is by far the 
best way to learn complex motor coordinated 
skills, and that correctly performed repetition 
is the key. That is, “perfect practice makes 
perfect.” For this reason I prefer to teach in 
the aircraft. I spend at least ½ day in CPT 
(cockpit procedures training) in the client’s 
aircraft plugged into a clean 60 amp power 
supply, which I bring along with me. The 
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power supply is available from Jon Sisk 
at Enhanced Flight Group and it is a great 
tool for learning your airplane. This allows 
for time to review the entire panel, run 
normal and abnormal checklists, and review 
avionics operation in view of the satellites. 
After a VFR discovery flight where we explore 
pitch/power configurations, I make extensive 
use of LOFT (line oriented flight training) for 
ADM (aeronautical decision making), SRM 
(single pilot resource management), weather 
analysis and iteration. Safety is managed 
with a hard deck and an airport in glide 
range for all abnormal flight training drills. 
Occasionally I will see major weaknesses in 
a customer’s skills which are best addressed 
in the trainer. When this is the case, I lease 
block time in a full motion Level-3 FAA-
approved trainer and run the scenarios 
needed to specifically address the weakness. 
I employ a full time simulator operator as well 
so I can concentrate on the client’s learning.

I know it is hard to generalize, but what 
would you say is the biggest area for 
improvement you see in your average 
PA46 pilot? Do you have any thoughts 
about improving the overall safety record 
of the PA46?
As an industrial engineer I learned that 80% 
of the problem is often solved with 20% of 
the effort. Since resources are almost always 
finite it makes sense to go for the 80% first. 
Identifying that 80% can be done a number of 
ways, I suppose. However, if we look at what 
pilots do wrong, what is causing accidents (the 
Nall Report for example), we see a troubling 
trend, one that hasn’t changed a whole lot in 
the recent past despite organized training. 
Over half of GA fatalities are CFIT and low-level 
maneuvering by experienced pilots; not engine 
failure, which accounts for less than 2%. 
 
When I ask specific questions about techniques 
for managing this historically dangerous 
segment of the flight, I get some rather 
generalized and vague answers, which, in 
many cases, underscore the need for better 
training. If we spent even just 1 hour per session 
reviewing specific strategies for descending 
from MDA/DH, we might make a difference.
 
The PA46 fleet had 7 fatal accidents in 
the late 80’s and early 90’s and 1 nearly 
fatal incident. A great deal of scrutiny from 
the FAA and NTSB followed. The alleged 
“smoking guns” turned out to be two pilot 
training-related items that I still believe to 
be glaring manifestations of a need for a 
paradigm shift for training in these aircraft. 
 
The FAA has finally endorsed the concept of 
“advanced aircraft” and the need for change 
in the PTS, as well as suggested training 
methods. These ideas are embodied in the 
FAA Industry Approved Training Standards 
Master Syllabus and the new Practical 

Test Standards guide for the Instrument 
rating as well as the new standards guide 
(Rev D) for Designated Pilot Examiners. I 
use all of these extensively in my syllabus, 
training outline and training action plans. 

I encourage all PA46 pilots to consider training 
twice per year; many underwriters are offering 
discounts if you do so. And remember, 
practice does not make perfect: only perfect 
practice make perfect! Consider attending an 
MMOPA weekend Safety Seminar. They are a 
lot of fun, inexpensive, and of excellent quality.

Dick, do you have a good flying story that 
you would like to relate?
It’s a training story really, and I tell it to illustrate 
how clients help me learn to teach. This 
particular client arrived at the conference room 
for PA46 Mirage Initial ground school missing 
his left arm but with the appropriate SODA (an 
FAA Statement of Demonstrated Ability). I must 
have looked surprised because he asked me if 
I would have showed up if I knew in advance 
of his disability. I said “yes” quite confidently. 
It wasn’t a lie but I was, at the same time, at a 
loss as to how I was going to help him meet 
standards in this aircraft with only one arm.
 
I know now that the thought process I was 
having was based on my supposition that, 
if it were me, I would not be able to meet 
standards with one arm. What he was telling 
me was that I should buck up and learn to 
teach, which is what he is paying me to do. 
So, with the firm comparative knowledge that 
basketball coaches can’t jump, I sallied forth.
 
Initially we had problems since all of the 
important yoke buttons are on the left side of 
the horn, and crossing over was clumsy at best. 
With an avionics shop on the field I suggested 
a quick reroute of those buttons before we 
continued, and it was done as we ate lunch. 
He deftly drove us to the restaurant; a 5-speed, 
while drinking coffee; and talking on the cell 
phone; which I cannot do with two arms.
 
Throughout the program we improvised 
methods to al low him to control the 
aircraft precisely. Along the way I learned 
a great deal about how to coach pilots 
by providing specific options and setting 
limits. He invited me back to help him 
transition to the Meridian and I am pleased 
to say I learned even more in the process.

What is your opinion on two of the age-old 
PA46 operational controversies? First, 
LOP versus ROP, and second, full power 
climbs or cruise power climbs? 
With my engineering background, I have 
studied engine management issues carefully, 
although I do not consider myself to be 
a piston engine expert. The resources on 
which I currently depend for the doctrines I 
teach include those from George Braly and 

other folks at GAMI; Jon Sisk and Brett at 
Enhanced Flight Group, and Kas Thomas, 
author of “Fly the Engine.” I believe the 
Thomas book is currently out of print. These 
folks all seem to agree that any piston engine 
can be safely run at any fuel flow that produces 
acceptable temperatures and smoothness 
of running. The numbers I most frequently 
hear are widely published and well known for 
both LOP and ROP. Lastly, I ask any owner 
operator to ask your instructor why running 
POH numbers may not be right for you.
 
My experience is that Continentals benefit 
most from LOP operations since they will 
generally run smoothly. This is due to the 
precise design and matching of the manifolds 
and fuel distribution improvements associated 
with using GAMI Injectors. I have seen one 
or 2 Lycomings with GAMI Injectors running 
smoothly LOP. In the end it is up to the owner/
operator to decide. The evidence seems to 
suggest LOP is best where possible. Engine 
management instrumentation is also very 
important. Enhanced Flight Group has some 
excellent options available now as well.
 
With respect to full power climbs: I find 
this works just fine below 17,000 feet, but 
I generally suggest 35 inches full rich for 
climbs above that, or at any altitude in 
order to preserve CHTs below 400 degrees.

Did you ever have to handle an in-flight 
emergency in a PA46 or other plane? 
I  have on several occasions had the 
opportunity as pilot in command to benefit 
from the use of “the E word.” The PA46 is a 
safe airplane when flow properly by a well 
trained pilot. It is also true that safe does not 
imply risk free. We, as pilots, just need to 
remember the value of “the E word.” I only 
use it when I am unable to ensure the safety 
of the flight within the clearance limit and/or 
confines of the FARs. Hopefully, we declare an 
emergency only to get access to one of two 
or more preplanned ironclad workable options 
and, if this course of action is producing 
adrenaline, we probably waited too long.

Does a PA46 insurance-approved 
instructor need to get recurrent training? 
If so, where do you go? 
Yes, of course. Since I fly these aircraft a 
lot, I have no problems keeping current 
but I use Ron Cox and/or one of the 
local DPEs here in the Baltimore area.

Do you do any other type-specific 
insurance-approved training? What about 
the P210, TBM or Pilatus?
I teach exclusively in the Malibu, Mirage 
and Meridian on a full time basis, and I am 
keeping busy. I have to admit, the TBM and 
the Pilatus are a joy to fly, but I am busy full 
time with just the long wing Pipers, so I have 
no current plans to expand in that direction.
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AIRCRAFT UPHOLSTERY
Let us do your next custom interior. 
Leather is our specialty. See our website 
www.flyinghorse.us Located in Granbury, 
TX, 30 miles west of Ft. Worth. Minimum 
completion time/20yr experience. 
817-579-6445/817-312-4629
E-mail: jvaughn@flyinghorse.us 

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  
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
E-mail: sales@fly-in.com 
800-932-4437 or Evening 386-761-8804

M•MOPA Classifieds

GPS MANUAL 
The Garmin GNS 480 pilot-friendly manual is 
now available. Our task-oriented manuals are 
simplified directions that lead you step-by-step 
through all the operations. Includes descriptions 
of all pages. Valuable take-along aids for the 
cockpit. Our library includes: The Garmin GNS 
430, GNS530, G1000, GPSmap 295, 196, 296 and 
396, Bendix/King’s KLN 89B/94, KLN 90B, and 
KLN 900. IFR models $39.95. Handhelds $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
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Training Update

Advanced Flight Training 
International, Inc. 
Vero Beach, FL

(772) 473-7356

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

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

MALIBU/MIRAGE SAFETY & TRAINING FOUNDATION

Helpline ...

620-728-8634

Events Calendar 

16th Annual Convention
September 13-17, 2006
Colorado Springs, CO

August 11 - 13
Seattle, WA 
Everett – Snohomish County 
        Paine Field Airport (PAE)
Piper Host / FBO: Crown Aviation 
Hotel: Hilton Garden Inn 
      Seattle North / Everett

September 29 – October 1    
Groton, CT
Groton-New London Airport (GON)
Piper Host / Service FBO: Columbia Aircraft  
                      Sales, Inc.
Hotel: Mystic Marriott

October 27 – 29
Olathe (Kansas City) KS 
Johnson County Executive Airport (OJC)
Piper Host / FBO: Kansas City Aviation 
                Center, Inc. (KCAC) 
Hotel: Courtyard by Marriott

SYSTEMS / MAINTENANCE 
SESSIONS:

March 24 – 26
Palm Springs, CA
Desert Resort Airport (TRM) Thermal, CA
Hotel: Fantasy Springs Resort Casino

November 17 – 19 
Fredericksburg, TX 
Gillespie County Airport (T82)
Hotel: Hangar Hotel






