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Disclaimer
The comments, articles, stories, letters and information
contained in this magazine are the personal opinions of
the writers and are not—and are not to be construed to
be—official policy or commentary of the Malibu-Mirage
Owners and Pilots Association.
Neither the Association nor its directors, officers nor the
publisher give any official sanction to any articles, stories,
letters or information contained herein.
THE PILOT-IN-COMMAND IS RESPONSIBLE FOR THE SAFE
AND PROPER OPERATION OF HIS/HER AIRCRAFT AND IT
IS THE RESPONSIBILITY OF THE PILOT-IN-COMMAND TO
OPERATE THAT AIRCRAFT IN COMPLIANCE WITH THAT
AIRCRAFT’S PILOT’S OPERATING HANDBOOK AND OTHER
OFFICIAL MANUALS AND DIRECTIVES.
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Letter from the Editor
by Jeff Schweitzer

thing, but considerably out of the way; the
direct approach is faster, but could result in a
diversionary landing to wait out the line if the
hole closes in. In making the choice between
those two options we have defined our strategy.
Let’s say that for today’s flight we believe the
gap will hold steady or widen, so we make
the choice to fly through the line. The tactics
come into play as we approach the line of
cells, deciding exactly where to fly through the
hole. These tactical decisions are based on a
rapidly changing set of circumstances as the
cumulonimbus rise and fade along the line. In
the case of circumnavigating the weather, the
tactical decision would be when to turn west
from our northerly course around the storms.

Objective, Strategy, Tactics

The terms strategy and tactics are so often
confused, or used incorrectly, that a clear
definition of each is in order before we proceed
any further. First, an odd grammatical twist
is that tactics can be considered singular or
plural depending on the context. Go figure.
Simply put, strategy is planning, while tactics
is implementation. The distinction is really that
simple, but then goes on to get muddled with bad
analogies. Usually a military example is given:
The objective is said to be victory in a
particular battle or war, or the effective
p r o t e c t i o n o f o u r n a t i o n a l s e c u r i t y.
Strategy is defined as the wise and prudent
use of the nation’s resources, through
large-scale, long-range planning to achieve
the objective (of winning the battle or
war or protecting our national security).
Tactics describes the use and deployment
of troops to implement the strategic plans.
In humorous terms, the objective is to win the
war; the strategy is to take a particular hill to
gain an advantage over the enemy; and the
tactics are for skinny guys to hide behind the
trees, and fat guys to hide behind the rocks.
But really, forget the analogies and remember
the following: strategy is planning and
tactics is implementation. Life will be easier.
What does any of this have to do with aviation?
Everything, particularly in our perpetual
battle with weather. The objective is to safely
circumnavigate nasty weather in order to arrive
at our destination in one piece. On flight day,
traveling from Austin, Texas, to Carlsbad,
California, the weather pattern of the moment
forces us to make a strategic decision: will
we go through a hole in a solid line of storms
stretching from El Paso to Albuquerque, or
go around the north end of the system via
Amarillo, avoiding the weather entirely? The
choice to circumvent the weather is a sure-
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We base our strategy on the big picture, using
national radar, graphical depictions of fronts,
winds aloft, discussions with weather briefers
and numerous other factors. This is where
NEXRAD in the cockpit is so incredibly valuable;
you can maintain a truly strategic perspective
in near-real-time throughout the flight.
But let’s be clear about what NEXRAD will not
do; downlink radar in the cockpit can provide
no useful information for tactics. The “near-realtime” data from NEXRAD is too late to be useful
when trying to navigate around a particular
cell. Thunderstorms simply evolve too rapidly;
a picture even only 5 minutes old can lead to
deadly miscalculations. NEXRAD has other
limitations that can be ignored with strategy
but not tactics, including how the radar
image is created from slices from different
altitudes. Here is the bottom line for me:
NEXRAD is strategy, on-board radar is tactics.
On a real trip from Austin, Texas, to Van Nuys,
California, the contrast between strategy and
tactics was made abundantly clear. I was
fighting a huge mass of unstable air covering
the entire western half of Texas, leading to
widespread SIGMETS and multiple small
lines of strong storms. I could have gone
east, then north, then west, to get around
the ugly air, but that would have been costly
in time, fuel and effort. I made the strategic
decision to go direct to my destination,
with the idea of picking my way around the
nasty stuff. As I was flying through the mess,
I was presented with a revealing image.
In my approach toward the most welldeveloped line of storms between me and
California, NEXRAD was showing that my
course would take me through nothing worse
than some light rain. The hole revealed by
the satellite imagery looked like a good
path through the line. The image was 7
minutes old, meaning at least 12 minutes
from real time; still, not too bad. Yet my
RDR-2000 radar was showing, in real time,

that a huge cell was developing rapidly 30
miles straight ahead in an area that just a
few minutes earlier had held nothing more
threatening than a benign rain cloud – that
same benign rain cloud still being depicted
so alluringly on NEXRAD. The Stormscope®
confirmed the radar picture as the screen
began to light up. If I relied on NEXRAD for
tactics, I would have flown right into that cell.
Strategy using NEXRAD gave me the
confidence that conditions were such that I
could pick through and around the storms;
my RDR-2000 radar (with an assist from the
Stormscope®) gave me the capability of doing
so. The trip could not have been flown safely
with only one in the cockpit; I needed both,
or all three, depending on our perspective.
NEXRAD is for planning, while on-board
radar (and/or sferics) is for implementation.
Confusing the concepts of strategy and
tactics, or the unique capabilities of NEXRAD
and on-board radar, could be lethal. Use
NEXRAD to define your general flight path;
use radar to pick your way around specific
cells or through sufficiently wide holes in a
line. I use the 20 mile rule to avoid the nasty
stuff as my bare minimum. Finally, eat your
peas; otherwise you will not get dessert.

Dunkin’ Donuts

Donuts no longer have anything on me
in the dunking department. My wife and I
just completed the Ditching Course given
by Survival Systems USA, Inc., in Groton,
Connecticut. Wet we did get. We did so in
preparation of flying our JetProp to Europe
over the Atlantic. I had purchased all the
latest and greatest survival equipment in case
my one engine decided on early retirement
over the vast, cold and unforgiving ocean,
but I had no idea how to use any of the gear.
Nor did I have any experience in executing
a hasty retreat from a sinking airplane. We
completed the course in time for me to
insert this paragraph, but not soon enough
to include my article in the magazine. (The
editor is a real hard case about deadlines).
For that you will have to wait, quivering
with anticipation, until the winter issue.
Since we have had multiple articles about
crossing the pond, I will restrict my daring
prose to the topic of the ditching course,
avoiding any references to the voyage across.

FADEC

As I was being initiated into aviation about 20
years ago, I was appalled at the primitive state
of piston engine technology. I still am. We burn
leaded fuel. Magnetos and alternators fail with
frustrating regularity. Diesels have yet to break
into the high horsepower range. Liquid-cooled
and rotary engines have failed to live up to their
cont. page 12
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Piper Perspective
The Future is Now
by James K. Bass
President and CEO
The New Piper Aircraft, Inc.

In writing this column, I decided to take Jeff
Schweitzer’s advice about covering a variety
of topics, keeping with his miscellaneous
theme for this issue. So, here goes … random
thoughts that have been brewing since I
last had the opportunity to write to you.
By the time you read this column, I will have
celebrated my two-year anniversary with Piper
as President and CEO. It goes without saying
that these past two years have been exciting
and challenging. This extends to football. As an
engineering graduate of Ohio State University, I
have taken considerable grief over the fact that
the Gators beat the Buckeyes last season. But,
there’s always another day. In the meantime,
when I’m not consumed by visions of football
retribution, I’m focused on Piper and flying.
Almost my entire career as an engineer
and manager has focused on aerospace
and aviation in some capacity, at General
Electric’s Aerospace Division, at the Sony
Corporation, and at Suntron. Even at Sony,
we built all of the monitors that the FAA uses
in its flight control towers. And while all of
my experiences have been compelling, my
two years at Piper rank among the very best.

Vero Beach

My wife, Sheri, and I moved to Vero Beach from
Scottsdale, Arizona, in September of 2005.
While I’ve been focused on the challenges at
Piper, Sheri has been making the transition to
small town life. Unfortunately it always works out
that way in a move. I get to develop immediate
contacts and relationships through work, while
Sheri has to make the day-to-day adjustments.
She tells me that moving around is like stamp
collecting … but without the excitement. In
the meantime, I’ve been challenged and
have had a lot of fun, too. In fact, I’m learning
how to fly, and my instructor tells me I’m
just about ready to solo. Sheri tells me this
passion is sometimes a little over the top …
But for both of us, Vero Beach has been a joy
to get to know, and we hope that it remains in
our future. But as you may have read, Piper is
currently reviewing proposals on where to build
the PiperJet, and whether Piper should move
its operations elsewhere. The fact is that Florida
has become an increasingly difficult business
environment, with the cost of doing business
and the cost of living rising dramatically.
That speaks directly to my primary mission:
to turn this venerable company around
and restore Piper to the greatness its name
demands. I know you’ve heard that story
before, from lot’s of different people who’ve
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come on board at Piper, both before 1995,
when Piper was Piper, and then during the
following years of New Piper. You’ve been
through the good times and bad times with
us. And now here I am, almost two years
into the job, telling you the same thing. Why
should you believe me? All I can say is: look
at our report card over the last 21 months.
When I began at Piper, it was coming out
of extremely difficult times. The company
had suffered significant damage as a result
of three major hurricanes in the prior 18
months. You were among the many people
and groups that reached out and helped us
in our time of need with your kind donations.
We had to get back on track in terms of
both operations and development of new
products. We also needed to restore a greater
sense of hope and a belief that our brightest
days were ahead of us… not behind us.
Since then, we have completely recovered
and prospered. We are profitable and
moving forward with new product initiatives
unparalleled in the history of the company.
All of the major structural damage to our
buildings has been repaired, and we are
currently revamping the interiors, including
a new cafeteria, enhanced production lines,
and offices for staff members who have
spent the last three years in office trailers.
I have only one set and fast rule in this whole
process, and it’s a point of integrity for me. The
last people to be made whole, that is, relocated
to new offices, will be the executive staff. And
the last person in that scenario will be me.

Major Priorities

At Piper, I have stated three major priorities:
Number 1 is a commitment to our employees.
Without satisfied employees, we will never be
able to get to my Number 2 commitment, our
customers. Without customers, a business
cannot exist, and it is critical that we are in
the business of exceeding our customers’
expectations. I like to say everyone is in
sales; however, no business can exist without
capital. So our Number 3 priority is to ensure
that we meet the goals of our investors.
As I mentioned earlier, my goal has been
to turn Piper’s business around, and in
the past two years, we have achieved a
significant number of key accomplishments:

• First, we are once again Piper Aircraft, not

New Piper, and we are profitable. In the
future, the only time you’ll see the word
cont. page 10
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Piper Perspective
(continued)

•

•

•

•

“new” associated with Piper is when we bring
out new products, and new innovations.
In 2006, Piper built 238 aircraft. This
year we expect to build fewer aircraft,
but realize more revenue, as the aircraft
our customers have been buying
lately are more at the top of our line.
Our revenue has been growing nearly 20
percent per year within the last few years.
Moreover, we continue to hire many new
employees, and will continue to do so as
we move toward manufacturing the PiperJet.
We are currently over 1,000 employees
strong, and are continuing to grow.
We have acute needs now for design
engineers, manufacturing engineers,
production workers, marketing
and sales experts, quality assurance
engineers and flight line operations staff.
Our bu s i n e s s a l l i a n c e w i t h H o n d a
Corporation continues strong. Our
mutual goal is to bring the level of
customer service to a new standard, a
standard that will be second to none.

This is a very exciting time to be in
G e n e r a l Av i a t i o n . H o w e v e r, w e s t i l l
have plenty of challenges ahead of us.
One area we are concerned about centers
on the need for tort reform. Product liability
is eating up valuable resources that could
be spent on product development, as well
as product enhancements. We are strongly
advocating tort reform through groups like
GAMA, and are attempting to reduce the liability
that manufacturers face in what often appears
to be frivolous and irresponsible lawsuits.

Spare Parts

Another thing that’s been on my mind lately is
spare parts. While parts availability isn’t as great
an issue for groups like MMOPA, or for owners
and operators of late-model aircraft, it is a
significant one for manufacturers. It goes without
saying that we’re talking about huge numbers.
Piper maintains a total of 15,000 active spare
parts. In all, we manage a total of 25,000
spare parts. Our goal is to try and support all
160 certified models that we have produced
in our 70-year history. The reality, however, is
that maintaining a comprehensive inventory for
every part, of every aircraft we’ve ever produced,
is just not doable. When people come looking
for certain parts for aircraft we stopped making
long ago, we just don’t have them in stock.
In some cases, we can’t even produce them,
because the tooling no longer exists. In fact, we
lost tooling for certain parts in the hurricanes.
Our primary responsibility is to ensure that
we have all the parts necessary to support
those aircraft still in production. After that, we
try to be as responsive as possible, and even
then, we often get criticized. We have people
who want a certain part, and I’m not going
to pick on any particular aircraft, but let’s
just say we’re talking about a part that hasn’t
been made in the last 20 years … 30 years
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… 50 years … or even 70 years. Sometimes
we can do it, but it involves setting up to
make a one-off, and when we quote a price,
you can’t believe the names we get called.
The fact of the matter is that it’s very expensive
to run a quantity of one, and running anything
more isn’t practical either, because the part
just isn’t in regular demand. Consequently, we
have to acknowledge that a business case no
longer exists for making certain parts that have
been out of production for many years. And, as
I said earlier, in some cases the choice is out
of our hands, because the fixtures necessary
to make the part have either been lost or
destroyed. Sometimes we no longer have
drawings left to reproduce parts for aircraft that
are at a point in their life where they are historic
and, as such, require custom-made parts.

PiperJet

We announced the PiperJet a short eight
months ago, and since then, the response has
been amazing. In those short eight months,
we have received 180 contracted orders.
That’s unprecedented in Piper’s history, and
perhaps the case for our competitors as well.
The PiperJet breaks the mold in offering an
unparalleled blend of performance and luxury,
from its Williams FJ44-3AP engine, with 2.5
million hours of flight time to its credit and
phenomenal performance capabilities, to our
state-of-the-art safety measures and cuttingedge manufacturing processes. A best-in-class
package incorporates a cruise speed of 360
knots with a maximum operating altitude of
35,000 feet, carrying six passengers, with
an option for a seventh seat or an enclosed,
hard-sided lavatory; a range of 1,300 nautical
miles and a full-fuel payload of 800 pounds,
meaning only one stop for fuel, coast-tocoast, at a price that no competitor can beat
without sacrificing passengers and cargo;
advanced, cutting-edge integrated avionics
available when the PiperJet delivers in 2010;
sophisticated metal bonding and other
proven manufacturing techniques pioneered
in aviation; and major innovations, including
a high-speed, natural-laminar flow wing that
enhances fuel economy and performance.
And you get all that for $2.199 million dollars;
that’s 2006 dollars with a CPI-W escalator. At that
price, the PiperJet will deliver Piper’s legendary
uncompromising standards at unbeatable value.
So where are we now in the process?
• We’re building the first prototype in Vero
Beach right now and conducting wind tunnel
testing on scale models at facilities in Seattle.
• Proof of concept – first flight –next year.
• We’ll begin the build in 2009 and
make our first deliveries in 2010.
If Sheri thinks my obsession with flying is
sometimes over the top now, just wait until
the PiperJet comes on line, as well as a few of
the other surprises we have in store for you.
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Letter from the Editor
(continued)

aviation promise. Nothing in the intervening
two decades has given me much comfort.
Until today. Soon to be available is the first
true advance in engine technology bringing us
forth from the early 1900s: Full Authority Digital
Engine Control. Other than switching your
piston for a turbine, this is a great alternative.
The feature article in this issue provides
an overview of FADEC in general, but also
describes a specific conversion for the PA46.
I believe this to be a truly exciting advance for
our airplanes. We will need no longer look with
envy upon our automobile engines. FADEC
is the wave of the future, and I suspect will
eventually be found on virtually all non-turbine
powerplants rolling off factory lines. Manually
controlled pounding pistons will be considered
relics from another era. None too soon.

Aviation Upgrades

Until recently I have been flying around with
my factory-original 1996 panel, with nary a
moving map in sight. Yeah, so I’m a Luddite. I
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don’t need no stinkin’ technology. I did spatial
awareness the old-fashioned way, using the
computer between my ears, while walking
to school barefoot in the snow, uphill in both
directions. Those days of toughing it out,
however, are now behind me. In preparation
for my trip to Europe, I installed a Garmin
430W and a Garmin 330 Mode S transponder.
Shortly after completing the upgrade, I went
into an airport deteriorating toward minimums;
the field was blessed with the old reliable ILS,
but the winds favored the opposite runway.
The active runway sported only a GPS
approach, but one with vertical navigation.
With the WAAS-certified unit, flying the
approach felt no different from flying the ILS.
The lower minimums with WAAS also allowed
me to get in, whereas I would have gone
missed with lateral navigation only. Seeing
that GPS glideslope come in was a sight
to behold, as was the runway when I broke
out from the clag. I’m now sold on WAAS.
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Full Authority
Digital Engine
Control

by Chad Menne

Chad Menne is a commercial pilot with
over 5,000 hours in all variants of the PA46
and serves as the Manager of Product
Development and Sales, as well as Chief
Test Pilot for Malibu Power & Propeller
Int’l, LLC in Minneapolis, MN.
Chad can be reached at 877-6-MALIBU.

Many of you have heard some buzz about FADEC in the aviation press and

all redundant, with the exception of those monitoring CHT and EGT, and they

through gossip at flying conventions. But as with most new technologies, the

are also backed up by a computer “map” in the event of a dual sensor failure.

information circulating in the community seems to have outpaced fact. So let
us examine what FADEC is, and why the technology is such a big deal (or not).

Sensitive Sensors Sensing
So what does all of this computer control do for you and your engine? Some

Digital Control

of the sensors, such as engine speed and timing sensors, manifold pressure,

FADEC is an acronym for Full Authority Digital Engine Control. FADEC for

fuel pressure and the fuel injectors, are simply needed for the engine to run

piston aircraft engines is a system of computers, sensors and actuators

properly. These basic sensors inform the computers that the engine is operating,

that monitor and control the fuel and ignition portions of the powerplant. In

and at what power setting, so that fuel delivery and ignition are properly set.

some ways the system is much like what we find in modern automobiles,
but some significant differences are worth noting, as we do below.

Other sensors, such as various temperature monitors, are used to refine the
operating quality of the engine. For example, on an ISA +15°C day versus an ISA

Considering the trials we all face in managing magnetos and setting

-15°C day, at the same manifold pressure, the volume of air will be different, so

mixtures, with one lever for six cylinders, computer control is a huge

FADEC will measure manifold air temperature and adjust the amount of fuel injected

improvement. A Powerlink FADEC® system, designed by Aerosance Inc.,

accordingly. I know, you are thinking that this is pretty basic. But things get better.

controls manifold air temperature, manifold pressure, fuel pressure, cylinder
head temperature, exhaust gas temperature, engine speed and timing

Cars use oxygen sensors to control mixture settings, virtually instantaneously.

sensors, electronic fuel injectors, Engine Control Units (computers) and a

The stop-and-go nature of driving makes this mandatory. Airplanes, on the

low voltage electrical harness that connects them all together. Each of the

other hand, cannot use oxygen sensors because we still use leaded fuel.

sensors is used to control the engine to varying degrees. The sensors are

So FADEC uses temperatures instead, just like you manually do now with
cont. page 16
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your mixture lever and TIT gauge. However,

Next you would cycle the prop, right? Well, the

cylinder wear seems to be better than usual

FADEC does this on a cylinder-by-cylinder

blue lever is gone with FADEC! To cycle the

due to this reduction in fuel flow, despite

basis, using the corresponding EGT. Still

propeller, you simply increase power to about

the sometimes higher CHTs during climb.

no big surprise? The magic, and safety

32 inches and then quickly reduce to less than

enhancements, are found in how the data are

30 inches. You can hear the propeller actuating;

Once at cruise altitude, the real magic begins.

used and controlled, in conjunction with the

simple as that. Now you can complete the

When you reduce power to cruise, generally

tremendous speed of computers. Let’s see why.

remainder of your usual pre-takeoff items.

28” to 30” MP, the prop speed will drop to 2400

A New Start

Full-Forward

When you start your Malibu or Mirage engine

For takeoff, simply push the throttle full-forward.

now, either impulse couplings or a starting

What you get is 39.5” Hg and 2600 RPM, which

vibrator are used to modify the timing enough

is full-power, but not full-rich. Why not full-

RPM. With this configuration you will enter
either “Best Power” (rich-of-peak) or “Best
Economy” (lean-of-peak) mode, depending
on what setting you have selected: above 75%
is always Best Power. Once in the selected
cruise mode, the engine will go into a “mapped
stability mode” for a minute or two to allow
temperatures to stabilize. Following that phase,

“With FADEC, the ignition is a distributor-less system
with no moving parts, and the ignition coils are
integrated into the ECUs (computers).”

the system will start calibrating each cylinder
individually to find peak EGT by richening or
leaning in order to set the mixture for each
cylinder to approximately 70 °F rich or lean
of peak. FADEC is like having six individual

in order for the engine kick over. You, the
pilot, must guess how much fuel should be
introduced to start. Sometimes that requires
a little finesse. Once running, the ignition
timing is optimized for high power, not for idle.
With FADEC, however, you simply leave the
throttle closed, turn on electrical power, turn on
FADEC and press the start button. A second
or two later, your engine is running, with fuel

rich? Well, why go to full-rich when you have
computers monitoring all engine parameters?
FADEC allows you to use less fuel at full-power,
which results in an increase in full-power
output to about 370 horsepower, measured
statically. Of course, if the engine needs fuel
for cooling, FADEC will go to full-rich and still
put out 350 horsepower. But most likely you
will never see the engine go full-rich at takeoff.

and ignition adjusted for idle. What a concept!

You Calling Me a Hot Head?
How does that work? When electrical

Now let’s return to the various sensors for

power is turned on, the FADEC system

engine control. At takeoff power, the computers
are monitoring all sensors for normal operation.

measures CHTs to determine the amount
of fuel needed for start; the system then
automatically activates the boost pump to
deliver a fuel pressure of approximately 50
psi to the computer-actuated electronic fuel
injectors for priming. Ignition timing is set
to 5° after TDC (top dead center) during
cranking, to eliminate kick-backs during start.

Channel Check
With the engine humming along, we are
now ready for the run-up and takeoff. With
FADEC, your run-up is much the same,
except instead of a “mag” check, you perform
a “channel” check. A channel check is
completed by independently turning off
each FADEC-enable switch, one at a time.
You are testing the redundancy of each of
the three computers, with two channels per
computer, as well as each ignition system.
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Critically, FADEC is also monitoring CHTs for
what is called “Hot Head” operation. Hot
Head operation is when any CHT goes above
420°F, at which point the FADEC system starts
adding fuel to the offending cylinder to reduce
power and reduce
temperatures. If the
CHT reaches 440°F,
that cylinder will be at
full-rich. This approach
to engine management
allows a higher power
output by using fuel to
cool specific cylinders
only as needed, while
not inundating the
remaining cylinders
with excess fuel.
After 500 hours of
development testing,

mixture control knobs, but is fully automatic.
In addition to much improved fuel control, at
low power settings the ignition timing will be
adjusted more efficiently, which will produce
more torque than the magneto engine’s
standard 24° BTDC (before top dead center).
Magneto Memories
The FADEC system brings several safety
benefits to aircraft piston engines. As most
of us know from experience, magnetos are
not terribly reliable and can be a frequent
maintenance problem. Prior to FADEC, we
inspected our mags every 70 hours and always
found something that needed attention. With
FADEC, the ignition is a distributor-less system
with no moving parts, and the ignition coils
are integrated into the ECUs (computers). For
redundancy, two separate computers control

ignition on two opposing cylinders, working
both on the combustion and exhaust cycles.
This arrangement doubles the ignition sparks,
giving simple redundancy. The worry-free
ignition system requires no maintenance.
Fuel Fetish
The new fuel control system certainly represents
the greatest improvement in safety. On a
Lycoming engine, fuel ratios are maintained
by a non-redundant mechanical fuel servo that
can be troublesome at times. Many Mirage
owners have experienced problems with the
fuel servo. On a Continental engine, the fuel
is controlled by an altitude-compensating
fuel pump, which can also cause trouble.
In either case, mechanical adjustments are
critical for proper operation. With FADEC,
the fuel pump is a basic device that simply
outputs pressure based on RPM and flow,
with no controls. Instead, fuel is controlled by
FADEC and electronic fuel injectors, which will
adjust in milliseconds to any system pressure
changes. In the event of a fuel pump failure,
the FADEC system will automatically turn on
the boost pump, returning engine power to

normal within less than
two seconds. As long as
fuel gets to the engine
at some measurable
pressure, FADEC will
adjust injection to
compensate in order
operate the engine
s m o o t h l y. P o s s i b l y
the most noteworthy
safety enhancement is
the ability to use trend
monitoring. Since FADEC
is acquiring all engine
parameters for operation,
these data can be
recorded and sent to TCM
for trend analysis. That means that potential
engine problems can be identified before
they become serious or leave you stranded.
Entirely New Bird
Now that you have learned a little about
FADEC, I would like to talk specifically about
the new FADEC engine model that we have
developed with TCM for the PA46. The
powerplant starts out as a standard TSIO-550,
which is then modified to include: tapered
cylinder barrel fins for weight reduction, a
lightweight 100 amp gear-driven alternator,
lightweight 85 amp belt-driven alternator,
and larger, more efficient turbochargers that
reduce manifold air temps and increase critical
altitude. Of course, the engine also boasts
single-lever power control operations and a
FADEC control system, including software
that has been optimized specifically for the
PA46. In addition to the engine, integration
of FADEC into the PA46 consists of an
improved electrical system that operates as
two independent systems, with automatic bustie capability and automatic load shedding.

POWER PACKAGE
FA D E C c o m e s w i t h a n
impressive improvement to
the electrical system. In the
event of an alternator failure,
the automatic bus-tie will
connect the buses together
and drop off all non-essential
equipment. The event requires
no input from the pilot. Plus,
the alternator still online
can support the remaining
required equipment, including
night time operations with deice equipment powered on.

Due to the increase in horsepower, a new
stronger engine mount has been developed
that employs six vibration isolators (instead of
four) and has a projected fatigue life of nearly
200,000 hours. The PA46 FADEC conversion
also includes all-new baffles and a new nose
cowl, due to changed installation geometry.
Finally, the conversion includes a 3-blade
composite propeller that generates nearly
double the static thrust of the original Malibu
2-blade propeller and engine combination.
Push a Button
Imagine getting into your Malibu or Mirage and
starting up simply by pushing a button! No more
racing to move levers back and forth; no more
effort spent on setting power or mixture. You will
see even a bigger change when bringing your
plane in for maintenance. Instead of repairing
the magnetos and cleaning fuel injectors, the
mechanic performs an oil change, cleans the
fuel filter and downloads data from a Compact
Flash card. The data is e-mailed to TCM.

IMPRESSIVE CLIMBS
Among many benefits, FADEC comes with some impressive performance
enhancements. With higher horsepower output, due to leaner mixtures
when CHTs are below 420°F, and with cooler manifold air temperatures,
due to more efficient turbochargers, we can climb at 1,000-1,500 feet/min
or better. We can do so with indicated airspeeds ranging from 140 to 160
knots, all the way up to about 20,000 feet, which is the critical altitude.

Flying with FADEC is pure joy; you have
shed the burden of engine management.
You simply set manifold pressure and let the
computer manage the engine. This frees up
more time fly the plane, instead of nervously
watching engine parameters and adjusting
levers. A FADEC upgrade is not just a
modified engine for the PA46, but a significant
improvement in performance and safety.

FALL 2007 17 M•MOPA

FALL 2007 18 M•MOPA

FALL 2007 19 M•MOPA

Note from the President
Academic Progress
by Jim Yankaskas

I had good fortune in 1987 when my former
instrument student and friend Doug Leet
asked me to compare the Beech Baron
and the Piper Malibu when he decided to
move from a Mooney 231 to a pressurized
airplane. I had been a multi-engine airplane,
instrument, and glider instructor for more than
15 years. Safety was my primary concern.
We both trained regularly but did not fly
every week. The Malibu has excellent gliding
performance. The best choice was soon clear.
Our Piper ground and flight transition training
in July 1987 with Piper’s Bob Scott, Lester Kyle
and others at Vero Beach was outstanding.
We learned the systems, inspected the
airplane’s construction in the factory, had all
our questions answered, and consulted the
design engineers for some complex “how
does this really work” questions. The radios
and autopilot were similar to those in the
Mooney. After three days we felt safe and
were ready to expand our experience and
skills. We flew home, trained regularly at our
RDU home base and enjoyed the Malibu’s
speed, comfort, and safety features on
several business trips. Within a few months
we were ready to close the lingering safety
loop hole: engine failure in IFR conditions.
Engine Out Procedures
Engine-out IFR procedures were not part
of any known flying curricula at the time.
So we measured our 1984 Malibu’s gliding
performance, including the effects of airspeed,
prop pitch, bank angle, gear and flaps. With this
information we developed instrument approach
procedures that managed energy and drag to
make reliable non-precision approaches to
simulated 500 foot ceilings, followed by a
safe landing on the runway each time. Doug
and I published our findings and techniques
in the April 1989 issue of AOPA Pilot, an issue
that also featured a story about, and front
cover photograph of, the Piper Malibu Mirage.
Doug knew about MMOPA and the Malibu
Coalition from the well-publicized accidents
of 1989 and 1990, and the subsequent March
1991 grounding of the fleet. In 1997, Doug
suggested to MMOPA Academic Director
Mel Rushton, President Bill Alberts and
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Vice-president David Coats that we report
our engine-out techniques at the annual
convention. We presented “Engine-out IFR
Procedures” as the Fred Hyman Memorial
lecture at the 1997 Nashville Convention. We
used two screens and a pair of 35 mm slide
projectors, the best technology we could
find, and summarized our talk in the spring
1998 issue of Malibu-Mirage newsletter
(volume 7, number 2, page 7). The report
had tables and graphs of our Malibu’s
performance, and suggestions for adapting
similar procedures to other models. At the
2003 St. Augustine Convention we presented
an update that incorporated the use of GPS.
Getting Better
The quality of the 1997-1999 academic
presentations was quite variable, and Doug
and I brainstormed on how best to introduce
improvements. After analyzing all previous
programs, we suggested that quality could
be enhanced by focusing on safety and
complex systems, and by getting better
speakers. I became academic chair for the
2000 Baltimore Convention, was succeeded
by Doug Leet in 2006, and now serve with
Jon Sisk on Doug’s academic committee.
The programs have focused on different
themes (e.g. advanced avionics at the
2001 Asheville convention, and piston and
turbine operations at the 2006 Colorado
Springs convention). The speakers include
academic and industry aviation experts, as
well as outstanding MMOPA members. Most
presenters now use computer presentations;
most prepare handouts. We have regular
speaker evaluations and solicit member
feedback and suggestions. The improvements
have been steady and cumulative.
Tulsa Program
This year Quay Snyder, MD, a former
Airman Medical Examiner (AME) and
Master Flight Instructor, will give the Hyman
lecture on “Medical Factors and Safety.”
The major theme of the convention will be
weather. Among the featured speakers will
be Bruce Carmichael of the National Center
for Atmospheric Research. Using different
weather variables, he will discuss how

pilots can extract the greatest benefit from
the web’s state-of-the-art Aviation Digital
Data Service (ADDS) products that forecast
microburst, wind shear, icing and turbulence.
Progress in improving the academic program
continues, and contributes robustly to
MMOPA’s mission of enhancing safety
through better education and training.

Communications
The MMOPA board enhanced communications
with members in January through increased
use of the MMOPA website and magazine,
and by sending important e-mail messages
to members on the e-mail list assembled
by Executive Director Russ Caauwe. About
5% of those addresses were wrong, so
Russ worked diligently to correct them.
About 1% of members did not want to
receive e-mail messages from MMOPA. Russ
programmed the computer to prevent future
transmissions to those individuals. Please
contact Russ directly if you have any problems
with such e-mail or website messages.
W e h a v e e x t e n d e d t h e 2 0 0 7 Tu l s a
Convention’s membership meeting from
60 to 90 minutes, and look forward to
seeing and hearing from you there.

Volunteers
My request for volunteers has generated
a good response. It is true: many hands
make a large job simple. We will be calling
for more assistance before and during the
convention. Please share the pleasures and
camaraderie of pitching in to help make
MMOPA better, and our members safer. You
definitely get back more than you contribute.
My term expires at the end of the Tulsa
Convention; this is my last President’s Note.
I will serve as immediate past president
for two more years; I am sure to find other
ways to contribute after that. It has been a
pleasure to share my energy and enthusiasm
for aviation and safety with my fellow
members and friends. Thanks for helping
to foster and support MMOPA’s missions.
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Aviation News
by Doug 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.
Following is a synopsis of the last three
months of PA-46 accidents. In all the cases
listed here, information is preliminary,
subject to change, and may contain errors.
Any errors in this report will be corrected
when the final report has been completed.
NTSB Identification: MIA07LA073
14 CFR Part 91: General Aviation
Accident occurred Tuesday, April 10, 2007
in Bird Cay, Bahamas
Aircraft: Piper PA-46-310P
Registration: N444JH
Injuries: 2 Fatal
On April 10, 2007, about 1703 eastern
daylight time, a Piper PA-46-310P, N444JH,
was lost from radar and presumed to have
crashed into the Atlantic Ocean, near Bird
Cay, Berry Islands, Bahamas. Instrument
meteorological conditions prevailed in the
area at the time and an instrument flight rules
flight plan was filed for the 14 CFR Part 91
business flight from Nassau International
Airport (MYNN), Nassau, Bahamas, to Fort
Lauderdale/Hollywood International Airport,
Fort Lauderdale, Florida. The airplane has
not been located and is presumed to be
destroyed. The commercial-rated pilot and
pilot-rated passenger have not been located
and are presumed to be fatally injured. The
flight originated about 1650, from MYNN.
According to preliminary air traffic control
(ATC) information, after takeoff the pilot
contacted Nassau Approach Control and
advised the controller that the flight was at
600 feet and flying runway heading. The
controller advised the pilot that radar contact
was established and to climb and maintain
12,000 feet and fly heading 050 degrees; the
pilot acknowledged the heading and altitude
clearance. The controller then advised the
pilot to stop the climb, maintain 8,000 feet,
and fly heading 320 degrees, which the pilot
acknowledged. The controller then cleared the
pilot to turn left on course and fly Bahamas
Route (BR) 57V, which the pilot acknowledged.
The controller then advised the pilot to
contact Miami Air Route Traffic Control Center
(ARTCC) on frequency 125.7 MHz, and the
climb and maintain 12,000 feet. The pilot
did not acknowledge this transmission. Over
the course of several minutes, the controller
attempted several times to communicate
with the pilot but there was no response.
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According to preliminary radar data, the
airplane climbed to 8,000 feet, and remained
at that altitude from 1700:15, to 1701:39. The
airplane then climbed to a maximum of 8,200
feet, and remained at that altitude for 2 radar
returns which occurred every 6 seconds.
Between 1702:08 and the last discrete radar
return at 1702:38, the airplane descended from
8,200 to 6,300 feet. The last discrete radar
target was located at 25 degrees 21 minutes
46.0 seconds North latitude, and 077 degrees
37 minutes 33.484 seconds West longitude,
or approximately 10 nautical miles eastsoutheast of Bird Cay, Berry Islands, Bahamas.
The accident occurred in the territorial waters
of the Bahamas. The Bahamian Civil Aviation
Authorities delegated the investigation of
this accident to the United States NTSB, in
accordance ICAO Annex 13. The NTSB accepted
delegation of the accident investigation.
NTSB Identification: MIA07LA076
14 CFR Part 91: General Aviation
Accident occurred Monday, April 16, 2007
in Fort Lauderdale, FL
Aircraft: Piper PA-46-350P
Registration: N4946R
Injuries: 2 Uninjured
On April 16, 2007, about 1337 eastern daylight
time, a Piper PA-46-350P, N4946R, registered
to Lizard Group, experienced collapse of
the nose landing gear during the landing
roll at Fort Lauderdale Executive Airport
(KFXE), Fort Lauderdale, Florida. Visual
meteorological conditions prevailed at the
time and a VFR flight plan was filed for the
14 CFR Part 91 personal flight from Treasure
Cay International Airport, Treasure Cay, Great
Abaco Island, Bahamas, to Fort Lauderdale
Executive Airport, Fort Lauderdale, Florida.
The airplane was substantially damaged and
the private-rated pilot and one passenger
were not injured. The flight originated about
1230, from Treasure Cay International Airport.
The pilot stated that when the flight was
approximately 25 miles from the destination
airport, he listened to the automated terminal
information service (ATIS) which indicated
the wind was from 310 degrees at 12 or 14
knots. The flight continued to the destination
and after establishing contact with the KFXE
air traffic control tower (ATCT), he was cleared

to land on runway 31. He turned onto final
approach for runway 31, and confirmed all
landing gears were down and locked. He
maintained approximately 85-87 knots on final,
and landed with two notches of flaps extended.
The landing at the “numbers” was smooth, and
during the landing roll, the airplane started
veering to the left. He applied right rudder to
correct but was unsuccessful. The airplane
continued uncontrolled to the left off the
runway onto grass and collided with a runway
light. The nose of the airplane then went down
and the propeller contacted the ground. After
coming to rest, he secured the airplane,
then he and the passenger evacuated.
NTSB Identification: NYC07LA106
14 CFR Part 91: General Aviation
Accident occurred Sunday, April 29, 2007
in Brunswick, GA
Aircraft: Piper PA 46-350P
Registration: N555ES
Injuries: 4 Uninjured

NTSB Identification: CHI07LA151
14 CFR Part 91: General Aviation
Accident occurred Saturday, May 19, 2007
in Fishers, IN
Aircraft: Piper PA 46-350P
Registration: N411MD
Injuries: 2 Uninjured
On May 19, 2007, about 1215 central daylight
time, a Piper PA 46-350P, N411MD, piloted by
a private pilot, sustained substantial damage
during landing at the Indianapolis Metropolitan
Airport (UMP), near Fishers, Indiana. The
personal flight was operating under 14 CFR Part
91. Visual meteorological conditions prevailed
at the time of the accident. No flight plan was
on file. The pilot and passenger reported no
injuries. The flight originated from the Marion
Municipal Airport, near Marion, Indiana, at
time unknown and was destined for UMP.
Accident Overview
This quarter, the PA-46 family experienced
four accidents, one of which was fatal. The
first accident occurred in the Bahamas and
was lost in the water. There was no convective
activity reported and no further clues. This
accident occurred during daytime IFR. The
next three accidents all involved the PA-46 350.
Two accidents were landing problems, and the
third was an aborted take-off on downwind
conditions. We have had some problems in

the Meridians with landing control issues,
which will be addressed at our upcoming
convention by Tom Deutsch and John Mariani.
Pilot Side Window- Not Front Windshield
At issue is the recent and not-so-recent
problem with the pilot-side cockpit “side
window.” Some pilots responded to my
MMOPA website request telling me about their
front windshield problem. We are addressing
only the left-of-pilot side window here.
Piper had a problem in the chrome hinge on
the storm window in the later model Mirages.
They were developing cracks in the larger
plastic window aft and inferior to the storm
window, which could lead to decompression.
Earlier windows, including those on the first
PA-46, had a complete metal ring around
the storm window, which led to less stress
cracking. Later models had a different design
that caused more pressure on a portion of
the window, which encouraged cracking.
This “design” defect was redesigned with no
storm window. This removed the stress at this
point, which was causing the cracks. But even
after the windows were ready, the FAA had to
sign-off on the new windows and reissue a
SB-1175A. The models most affected are the
1998 and 1999 Mirage. These windows have
been manufactured, and are shipped with a

confirmed serial number to prevent hording.
The Meridian window is made by another
supplier (PPG) and not Piper. Currently, these
are available in stock. But the problem of
availability can arise when several (or many)
are ordered; there can be a time delay before
a new batch is manufactured and received
from PPG. The older Mirage and all original
Malibus are less vulnerable to this problem
since the windows are less prone to crack.
But even though demand is not as high, these
replacements could also be in short supply.
To address the issue, Piper has ordered
“stock plastic” material to manufacture new
windows, and will start production in June
making three windows per week. As of last
week, only one aircraft is known to be AOG
due to this problem, and that airplane should
be airworthy in a few days. This issue and
others similar are a topic MMOPA and Piper
are concerned about, and are actively working
to address. We plan to discuss with Piper
setting up a program of shipping expedited
parts for AOG within 24 hours. MMOPA is
pleased that Piper changed the window design
to remove this as a continuing maintenance
problem. I refer you to the present SB1175A on our website, or Piper’s website
regarding the visual inspection of this window
each 50 hours after the original 250 hrs.

On April 29, 2007, about 2015 eastern daylight
time, a Piper PA 46-350P, N555ES, was
substantially damaged during an aborted
takeoff at the Malcolm McKinnon Airport
(SSI), Brunswick, Georgia. The certificated
private pilot and the three passengers
were not injured. Visual meteorological
conditions prevailed, and an instrument flight
rules flight plan had been filed for the flight
destined for the Evansville Regional Airport
(EVV), Evansville, Indiana. The personal
flight was conducted under 14 CFR Part 91.
According to a Federal Aviation Administration
(FAA) inspector, the airplane was departing
from runway 34, a 3,313-foot-long asphalt
runway. As the airplane began to lift off the
runway, the pilot elected to abort the takeoff.
The airplane subsequently landed hard, the
right main landing gear tire blew out, and the
aft wing spars on both wings were damaged.
Initial examination of the airplane by an FAA
inspector did not revealed any mechanical
malfunctions. The pilot reported 718 hours
of total flight experience on his most recent
application for an FAA third class medical
certificate, which was issued May 16, 2005.
Winds reported at SSI, at 1953,
were from 170 degrees at 5 knots.
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Views from a JetProp
What a Day: April 29, 2007
by Bob Conrad

Bob was told he could never be a pilot during a long bout through the 70’s with Meinere’s Syndrome, an
inner ear disease. He received his pilot license in 1983 after a successful operation. He is a CFII and enjoys
teaching. He owns a Decathelon and takes pleasure in light aerobatics. He also stays busy developing
and maintaining web pages for charities
and flying for AirLifeLineMidwest.
Bob graduated from the University of Detroit in 1962 with a degree in Electrical Engineering. He then
joined his father’s Motorola Two-Way Radio business, which eventually grew to over 160 employees in
the two-way radio, cellular, paging, SMR, manufacturing and radio broadcast industries. In 1990, his
company took over airport management and FBO operations, including a maintenance and avionics
shop, at the Butler County Regional Airport in Hamilton, Ohio (HAO). In 1999, Bob decided to take an
early retirement and turn the business over to his children and employees.
You can visit his web site at: www.PA46T.com
I was enjoying a lazy Sunday afternoon cutting
grass, listening to old geezer music on my
iPod as I made tracks on my lawn. The weather
was mundane VFR, nothing that would
demand a flight to challenge Mother Nature.
I was snapped out of my quiet thoughts when
my son Joe suddenly appeared, energetically
flagging me down. His wife Chris had just
received a call from her mother saying they
had rushed Chris’s father to the hospital. The
situation looked serious. Joe was explaining to
me that he intended to fly Chris to Cleveland
to help her mother, who was upset to the
point of having a hard time dealing with the
situation. I was getting strong negative vibes
about their impending flight; stress is not
good for the calm needed for safe flying.
We live next door to each other, and Joe asked
if we would keep an eye on the kids. As he
explained their travel plans, my concern for
their safety became increasingly intense. I
offered to fly Chris in the JetProp, but the offer
was declined. Joe owns Pro Aero, the FBO
at Butler County Regional Airport, located on
the north side of Cincinnati. For this trip to
Cleveland, he would be flying his turboprop
Air Comp, a high-wing single engine tail
dragger. As Joe walked away, I found myself
hoping fervently that they would be safe.
While taxiing, Joe suddenly felt jerking in the
rudder pedals. He decided to taxi back to

the terminal building so that his mechanic
could look at the tail wheel. The tire had
gone completely flat, and was coming off the
rim. After putting the Air Comp back in the
hangar, Joe initially decided to take the flight
school’s Arrow. Upon further reconsideration,
though, he decided to switch to a Cessna
172 that was equipped with a Garman
430. The afternoon was already late, and
these delays were becoming a concern.
While Joe was completing his pre-flight
and Chris was loading her luggage, they
heard two loud thuds come from the runway
behind them. They turned quickly to see
the wreckage of a Cessna 206 that had
come to rest with its tail high in the air. They
jumped in their truck and made a beeline
towards the crash. Chris and Joe would not
be making the trip to Cleveland that night.
Miraculously, no fire erupted. Three women
pilots were on board, all members of the
99’s. The pilot managed to slide out of
the airplane and fall straight to the ground
with a compound leg fracture. She also
had serious face injuries, and broke the
yoke with her chest. The copilot broke her
arm. The copilot and the rear passenger
managed to get clear of the wreckage. Joe
was concerned with the leaking fuel tanks.
Chris quickly pressed her nursing skills into
action. Joe and Chris made the decision not
to move the pilot, despite the abundance

of gasoline, until EMT arrived on the scene.
Joe noticed that the throttle was more than half
way in, rather than in the idle position as one
would expect at touchdown. A witness taxiing
out to the runway observed that the aircraft hit
hard, the nose went high and then the aircraft
turned right towards the side of the runway.
The left wing dropped and the aircraft nosed
down. Upon impact, the airplane cartwheeled
into the dirt. The impact was so violent
that the engine separated from the aircraft.
The group had come from Nebraska, stopping
in Indianapolis for food and fuel. The landing
would not appear to be challenging. Can we
learn any lessons from this accident? Was
the pilot a victim of fatigue, boredom, or
complacency? Was there no adrenalin flowing
during the landing to keep the pilot sharp?
Perhaps the pilot, and the flight instructor
sitting beside her, had become too relaxed and
not sufficiently attentive to the landing. Maybe
the pilot and passengers were even discussing
something unrelated to the task at hand,
thinking of saying goodbye to the copilot,
who was leaving the group. I do not know the
answer. If the airplane were a car, we would
probably say the pilot fell asleep at the wheel.
Why do we sometimes forget to put our gear
down? Why do we occasionally come in too
hot, eating up options and runway? I believe
the problems all start as we are letting down

and entering downwind. For me, coming into the pattern means
time to increase alertness and to get in front of the airplane. I start
by moving around to get the blood flowing. I tell my passengers
that we are preparing to land, and that I need to concentrate. I
then rehearse the landing in my mind, always conscious of the
fact that “simple landings” are probable the most dangerous. If I
am distracted, I start over from the beginning. This is the phase
of flight where distractions can kill you. Situational awareness is
also important. Did a big jet just land or take off? Is there an animal
on the runway? Are the winds gusty? This is simply not a time to
be asleep at the yoke. When I give recurrent training, I am always
astounded when a student claims, “I don’t need a checklist…
I have it memorized.” Or, better yet, the student will read the
checklist like a novel and not actually check what he is reading.
The 206 accident reminds me again how fortunate I am to have my
wife Nancy sitting next to me in the cockpit. She checks me to be
sure I am airworthy. Do you feel okay? I know she will be asking, and
I will not lie to her. When we land, she knows to be quiet and listen
for me to call out, “three green, gear is down and locked.” That type
of check and balance is good insurance against a bad day flying.
The copilot of the 206 stopped in the other day to show us her cast
and give us an update on the others, who were all recovering. She
said doctors were concerned that the pilot suffered internal injuries
so the pilot underwent a complete body MRI. The doctors found she
had early stage cancer on one kidney, which they easily removed.
Perhaps a life was saved because of this accident. My daughter-inlaw Chris later said that she, like me, had felt uneasy about the rush
to get to her parents. After the accident, she felt a peace come over
her even though she would not be with her parents that fateful day.
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Meridian!
Model Years
by Doug Pendleton

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 contracted by e-mail at doug@sepiper.com

Prospective buyers often ask me to explain
changes made in the Meridian over different
model years. I am privileged to be in a position
to answer that question based on personal
experience. I have been able to fly at least
one Meridian from every year of production,
which has afforded me the opportunity to
take some notes on how the airplane has
evolved over time. I would like to share here
my personal observations; there may be
some discrepancies concerning what serial
numbers are affected exactly, but the general
evolution should be essentially accurate.

In the Beginning
The Meridian program was announced
with the goal of building an owner-flown,
factory-certified, single engine, turbinepowered, pressurized, cabin-class aircraft.
The plane was originally conceived with
a PT-6A-42A, de-rated from 1029 shaft
horsepower to 400 horsepower continuous.
The first prototype flew with a 3-blade prop,
but was later upgraded to the 4-blade, and
boosted to 500 continuous shaft horsepower.
The original aircraft was to be equipped
with a suite of technology never before
seen in a general aviation airplane, with an
option for a fully-integrated glass cockpit
that would reduce pilot workload to levels
previously unobtainable. While this was initially
considered an option, there was no production
aircraft built without glass. As we discussed
in the previous issue, although the Meridian
looks similar to the Mirage, the airframe was
actually 80% different than the Mirage built
at the time. A multitude of changes required
redesigning every airframe component, except
for the pressure vessel. Even subsystems
such as the cabin environmental control
where approached from a “clean sheet”
in order to obtain dramatic improvements
in system capability, performance, and
ultimately, owner satisfaction and comfort.

First Deliveries
All of the performance goals were achieved
when first deliveries began in late 2000.
The aircraft came well-equipped even in
standard form. On the earliest airplanes the
only popular option was the “Situational
Awareness Package” consisting of the
Skywatch/Stormscope/Avidyne 740 MFD.
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A media center was available as an option
in place of one center seat, but this was
quickly discontinued due to lack of interest.
The standard equipment included vertical
profile radar, air conditioning, full glass
EFIS, premium autopilot, stereo, and all the
necessary equipment for flight into known
icing (FIKI). The Meridian airframe was one of
the first to be certified under what was then a
new, more stringent FIKI requirement. Several
improvements were required to meet these
new certification requirements, and the final
approval was still being processed even as
the first aircraft were delivered to customers.
In fact, the final FIKI approval required further
modifications to the final boot design after
the early batch of aircraft were already in
customers’ hands. The early production
aircraft were brought into compliance at
the factory, where the boots were replaced
once the final certification was approved.

Early Criticisms and Limitations
A fully-equipped early production Meridian
came with a typical useful load of about
1470 pounds. The airplane proved capable
of carrying 4 people for up to 400 nm with
reserves. These numbers led to a common
criticism that the aircraft had a poor “full fuel”
payload. In reality, the full fuel payload was
in line and comparable to such aircraft of
the day as the Citation CJ-1 and TBM-700B.
The early aircraft was criticized for the 550
autopilot, which some felt was not up to
the task of turbine duty. Another early issue
concerned OAT restrictions, which could prove
to be a limitation in the northern climates during
the winter. Pilots also reported being annoyed
by the gear warning annunciation, which
often activated during low power descents.
In response, the factory quickly designed and
implemented an alarm mute that the pilot could
easily use to silence the alarm when necessary.

2002
Initial Upgrades
The first significant upgrade in the aircraft came
in 2002, with serial number 126. This plane was
the first to include the new Honeywell IHAS
(Integrated Hazard Avoidance System) 8000
system. The new avionics were a significant
upgrade over the previous “situational
awareness package.” The 8000 included

the first certified EGPWS (Enhanced Ground
Proximity Warning System). The TAS range
extended out to 40 miles; also on board of
course was the excellent WX-500 Stormscope.
The IHAS 8000 was further upgraded in
late 2002 with the addition of the FIS (Flight
Information System) weather datalink providing
near-real-time Nexrad in the cockpit. The level
of this advance can only be appreciated when
put in context: keep in mind that this new system
was installed at a time when datalink systems
were primarily formatted only with narrowcast,
often with outputs more than 30 minutes old.
The FIS did have a downside: information was
distributed from ground-based transmitters.
Consequently, aircraft had to climb to at least
a few thousand feet before receiving the signal.
Nevertheless, this avionics package was
state-of-the-art in the ancient world of 2002.
I remember this particular aircraft configuration
well because I was coordinating acceptance
of the plane at the factory with the Honeywell
people. They were finishing up the initial
certification work, which paved the way
for the entire fleet. I was scheduled fly
the plane to Nassau for display in a
“Yacht and Jet” show, which turned out
to be quite an impressive event indeed.
Heavy Metal
Late 2002 also brought the much anticipated
“Heavy Meridian,” which included aerodynamic
upgrades and structural enhancements for
the landing gear. The latter was integral to
obtaining approval for the heavier ramp weight
and bigger useful load. These aircraft have a
maximum ramp weight of 5134 pounds, which
represented an increase of 242 pounds. Most
of these planes came with a respectable fullyequipped useful load of about 1700 pounds.
While the aircraft has a maximum theoretical
fuel capacity of 1140 pounds, some people are
quick to suggest that a payload with full fuel
subtracts the maximum theoretical fuel weight
from the take-off weight. The math in this case
would initially appear to indicate a 518 pound
payload with full fuel. However, a couple
of important concepts must be considered
to properly interpret real world payload.
First, the Meridian has the greatest appetite for
fuel at low altitudes; standard maneuvering on
the ground prior to takeoff commonly burns

off 30-45 pounds of fuel. The aircraft W&B
takes this into account, with an additional
allowance of 42 pounds for fuel consumed
during taxi. Second, a typical line crew
asked to “top-off” the fuel rarely actually
does so. In my experience a top-off usually
results in something less than 1100 pounds
of fuel. In fact, the amount is usually closer
to 1050 pounds, depending on how close
the line person gets to the filler necks. After
ground operations at a busy airport before
departure, I often find the actual “full fuel” at
departure closer to 1000 pounds. Thus an
easy rule of thumb here is that you would
have approximately a 700 pound payload
for a “real world” full-fuel load. After that,
pilots can simply reduce the fuel load by
increments of 15 gallons for each additional
100 pounds of load needed in the cabin.
This provides for a platform easily capable of
carrying 4-5 people on long-range missions,
or 6 people for shorter legs, typically VFR.
Fuel Probes
You may have noticed how precisely I
referenced fuel weights above. I can do
so due to the impressive fuel measuring
system designed into the Meridian. The
Meridian eschews the mechanical sending
units typically used in GA aircraft. The old
mechanical units are notorious for their lack of
accuracy and reliability. Instead, all Meridians
incorporate an array of capacitance-type fuel
quantity probes, which use dielectric sensors
to determine the proportional fuel mass in each
wing. The accuracy of this system is amazing.

practical purposes, eliminated. As with all PT6 applications, early Meridians use a heater
to warm fuel entering the engine. However,
nothing prevented fuel in the wing from
becoming cold-soaked, potentially leading to
problems in extreme temperatures; thus the
factory OAT limitation for safety purposes.
Some later-2003 aircraft received the first
component of this upgrade, which consisted of
a fuel temperature probe. The 2004 and newer
aircraft come with a complete system, which
not only heats the fuel entering the engine,
but also recirculates heated fuel into the wing
once reaching threshold cold temperatures.
A side benefit of this recirculation system
was the elimination of the “EPA can,” which
had previously required pilots to drain about
300 ml of jet fuel after every 3 or 4 engine
cycles. A minor task, but rather messy.
Leg Room
Other upgrades on the 2004 include
redesigned front seats that increase legroom
for the pilot and copilot by 3 to 4 inches.

2005
Cosmetics
The 2005 Meridian was essentially
identical to the 2004 aircraft mechanically,
with only minor cosmetic changes.

2006
Glass Panel
The next significant improvement came
with the introduction of the 2006 Meridian,
featuring the second generation glass panel.
The new avionics provided the first-ever
introduction of an integrated Broadband
Data link. This includes fully integrated
CMAX charts, datalink text messaging, flight
tracking, and XM weather, all combined with
dual PFD’s and fully redundant ADAHRS.

More to Come
Every Meridian that I have ever flown has been
a joy to behold; each year the airplane benefits
from ongoing factory product development.
Our new aircraft is simply the best Meridian yet.

2003
George II
In addition to a gross weight increase, the 2003
Meridians came with the new MAGIC 1500
digital autopilot, which incorporated airspeed
pre-select and full time Nav mode GPSS (GPS
Steering). This new autopilot has proven
to be nothing short of fabulous, and has
been retrofitted to many of the early aircraft.
Nice Stacks
Further refinements introduced in 2003
include a new ceramic coating on the
engine stacks to prevent discoloration. All
Meridians benefit from a unique stack design,
which does a remarkable job of minimizing
soot accumulation over the airframe, but
the stacks themselves were still prone to
tarnish. These improved stacks still look
beautiful after hundreds of hours of operation.

2004
Hot Fuel
The 2004 Meridian brought another significant
upgrade when the OAT limitation was, for all
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Issues and Answers
by Mary Bryant

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.

For some time, the FAA has had an aggressive program to
curtail runway incursions, including the requirement that pilots
read back all hold short instructions. In that same spirit, I
have devoted this column to runway markings. In the initial
and recurrent training sessions I teach, I often find that even
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experienced pilots are unable to identify the signs correctly.
I use the following FAA-provided “Airfield Signs & Markings
Assessment” in my classes. See how you measure up, in
the quiet of your own living room. Take advantage of these
training materials: after all, your tax dollars have paid for them.

FALL 2007 33 M•MOPA

Malibu Maintenance
Selling Your Aircraft
by 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.

Ol’ Bessie
As an owner, the time may come when you
want or need to sell your beloved PA46.
Perhaps you are moving up to a faster bird.
Maybe you are retiring, closing a business, or
simply hanging up your wings. In any case, Ol’
Bessie is no longer needed, and must be sold.
Having performed countless pre-purchase
surveys over the years, I have seen just how
difficult title transfer can be for buyer, seller,
and broker alike. Obviously, an airplane
is a large financial investment, but is also
often an emotional investment. The fact is
that we become attached to our airplanes.
I have written several times from the
perspective of a potential buyer. But I have
never addressed the seller’s position, until
now. In the end, I believe the seller in many
ways has the most difficult position in the
whole equation. After all, he is parting with his
trusty steed, people are ruthlessly scrutinizing
and criticizing the plane, and often he is
being asked to accept less money for his
“baby” than he thinks the bird is worth. I have
therefore compiled an action list for owners
to help avoid surprises, reduce tensions and
minimize delays when the time comes to sell.

Owner Action List
1) Plan for the sale at the purchase
You can never start planning too early for the
sale of your aircraft. In fact, the best time to
start planning the sale is during the purchase.
When considering a plane, bear in mind that
lost log books and damage history stay with
an airplane for life. Granted, the passage of
time may mitigate their effect on a plane’s
value. But even in the small PA46 fleet, another
plane with no damage history and complete
logs will be competing for buyers. I am not
recommending that you necessarily avoid
planes with damage history or lost logs. Just
be aware that if you are asking a seller to
discount the price to compensate for either
of these deficits, remember that a buyer will
be asking you to do the same when you sell.
2) Keep all your parts
At some point you may decide to remove parts
of your plane. You may decide to remove seats,
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cabinets, gear doors, or windshield hotplates.
Make sure you keep these removed parts in
a safe place. The new owner will probably
want them, and selling your plane is stressful
enough without having to spend time searching
your garage or the salvage yard for parts.
3) Keep your records complete
and organized
Periodically take a look at your aircraft records.
Can you locate all of the logbooks, including
closed books? Have you been inserting those
flight manual revisions into your POH? Is the
weight and balance accurate? Also check your
flight manual or other records for copies of
FAA form 337, weight and balance revisions,
STC forms, supplements, and equipment
list revisions that might be needed for any
additions to your plane. If these documents
are missing, update before you try to sell. As
an inspector, complete and orderly records
always impress me. Owners who are well
organized, with complete records, tend
also to be meticulous in other areas of care
as well, providing a good indication that
the plane has been carefully maintained.
4) Know your AD Note and Service
Bulletin compliance status
Before you advertise your plane, or commit
to full AD and Service Bulletin compliance in
your contract, be sure you know what you
have and what you are promising. Buyers are
rightfully concerned about AD compliance.
Obviously, your plane should be fully
compliant at all times, not just when selling.
Bear in mind that the PA46 in any configuration
actually has surprisingly few applicable
AD notes; almost every plane I see for prebuy is completely up to date in this regard.
If you are behind, you must come into
compliance as a condition of sale. Therefore,
promising full AD compliance is not a problem.
But be careful when advertising your plane
as fully compliant with all applicable Service
Bulletins. Many owners assume that all
bulletins that apply to their planes have been
complied with, but that is often not the case.
In fact, I would estimate that only about
30% of the PA46 fleet, up through the 2005
model, has truly complied with all applicable

Service Bulletins. This is not necessarily
bad. Some bulletins are less important than
others; in my view, you can skip these or do
them as finances allow. But this can become
a problem when you sell. Many owners
are encouraged to commit to compliance
with all mandatory Service Bulletins in
their sales contracts. This is fine, but make
sure you understand the commitment.
Also, while no Piper Service Bulletin is
considered mandatory by the FAA, every
Piper Service Bulletin is considered mandatory
by Piper. In fact, each has “mandatory”
stamped right across the top of the page.
Consider the following scenario as an owner
of a 1994 Mirage: you may have decided,
along with many others, that you did not
care to comply with Piper SB 999, “Shoulder
Harness Modification.” You put the idea out of
your mind years ago. But now you are selling
the plane; if you committed to comply with all
mandatory Service Bulletins, you will now have
no choice but to comply for the new owner. The
shoulder harness mod is relatively affordable,
but in some cases, the price of a bulletin kit has
increased more than ten fold since introduced.
Complying with just one or two of the bulletins
could cost you many thousands of dollars
at the sale. So rather than inserting this
commitment automatically into your contract
or advertisement, think twice about what you
are really prepared to do. Do not say that
you will comply with all mandatory bulletins if
what you really mean is that you have already
complied with all the ones you deem important.
5) Get proper documentation
for interior work
If you decide to replace all or part of your
interior, make sure that you obtain and keep
track of burn certification documentation for
all materials used, from fabrics to foam. Make
sure the shop completes a logbook entry for
the work, referencing the applicable FARs.
Interior work is a hard way to make a living; do
not assume that even a venerable shop will be
around to provide replacement records when
you sell. Get the records up front and insert
them into the aircraft’s records. In addition,
make copies to be stored elsewhere. This
may seem like a minor point, but I have seen
improper interior documentation kill a sale.

6) Know your total times
Before you make any claims, make sure
you know the correct total times on your
airframe, propeller, and engine. I have seen
discrepancies of only 200 or 300 hours
complicate or cancel a sale. Ensuring that
times are accurate is especially important for
engines and propellers. Understand that the
terms “new,” “repaired,” “overhauled,” and
“remanufactured” have precise meanings; know
how these terms apply to your components.
I routinely see repairs represented as
overhauls. If the logbook entries from the
engine or propeller shop do not specifically
use the term “overhauled” you should not
advertise the work as an overhaul. Do not start
at “zero” when figuring total time. Repairs,
even major ones, do not affect the total time of
an engine or propeller. We went through a spell
of confusion a few years ago in the aftermath of
the Lycoming crankshaft recalls. Many engines
went back to the Lycoming factory and had
major work done. Many came back with new
exhaust components, turbos and other parts
not related to the crankshaft. Because of
the scope of work performed, many owners
were under the impression that the engines
had been overhauled. But in fact, only a
handful of these engines actually had been.
The vast majority were classified as “repairs”
and were specifically signed off as such by
Lycoming in the logbooks. Since repairs do
not affect total time calculations, the total time
on the engines coming out of the Lycoming
factory was, in most cases, exactly the same
as when they went in. Of course sometimes
the repaired engine has a true increase in
value, but many sellers got a nasty shock
when they advertised these engines as “zero
timed” and tried to price them accordingly.
Everything I have said about engines also
applies to propellers. I have seen countless
propellers advertised as “overhauled” when
they were actually only flushed or resealed.
7) Remember that a repair can also
be an investment
If you are unlucky enough to damage your
aircraft, remember that the type of repair you
choose can affect the long-term value of your
asset. In general, for value retention, I would
rather see damaged airframe parts replaced
with new parts than repaired ones, even if
an engineered repair scheme was used. Of
course, the insurance company will often
have the last say on repairs, with the goal
of finishing the work as cheaply as possible.
But I have seen insurance companies agree
to a more expensive but superior repair on

request. I have also seen owners pay the
additional cost out of pocket for a more
expensive repair. In some cases this sacrifice
can be worth the cost in the long run.
By all means, when selling a plane with
damage history be honest about what
happened. As an inspector, I am much less
fearful of a damaged airplane if I have a clear
picture of the accident, and how repairs
were done, than if I have to piece together
a scenario from vague clues hidden in the
logbook. With insufficient information, I could
possibly conclude the incident was worse
than what actually happened. Without a clear
picture of the damage sustained, I cannot
make a conclusion about whether the repair
was adequate, and I am more inclined to warn
potential buyers away from the plane. This is
even more the case if my own observations
do not correspond with what was reported in
the logbook. In other words, do not claim that
the plane “just fell on its nose” if in reality the
airplane fell on its nose in the process of being
dislodged from a tree. If taking the moral high
ground is not sufficiently motivating, beware
that you are likely to get caught anyway.
8) Field overhaul versus factory overhaul
If you own your plane for a long time, at some
point you may need to overhaul your engine.
You have numerous choices, including a
field or factory overhaul, a factory reman, a
factory new engine, or a used engine from
Rocket Engineering or elsewhere. Some
field overhaulers are doing good work, and
some manufacturers are not. But as a general
rule, factory remans or factory overhauled
engines have more perceived value than
any of the other options. I am not trying to
discourage the use of field overhaulers, and
in fact, I have a field overhauled engine in my
own Malibu. But I am in a unique position to
know who does reliable work: I was sure to
use an overhauler that is known in the PA46
community, one who has extensive experience
with my engine model. Even so, I realize that
if I sold the plane today, I would likely suffer
some diminution in value for this decision
9) Divulge information about
inoperative equipment
If your plane has inoperative equipment, I
advise that you not try to hide the fact. You
may get away with trying, but maybe not.
Moral issues aside, no one will believe that
the radar, air conditioning, and autopilot all
stopped working on your flight to the prebuy inspection. Trying to hide these failures
will only cast a shadow over your integrity,

potentially jeopardizing the entire sale. You
almost always come out ahead by making
the necessary repairs before you sell. Being
proactive has many advantages. You can
choose who does the work, decide on the
extent of repair or replacement work to be
done, and accomplish the work at your
own pace. Time pressures, and being away
from home, almost always increase the
cost of repairs. Remember, once the plane
is in pre-buy and inoperative equipment
is discovered, decisions about repair now
require consensus among two or three people.
10) Be educated enough to
stick up for yourself
When selling your plane, you will almost
certainly find yourself negotiating prepurchase inspection results with the potential
buyer. Unfortunately, deciding what needs to
be repaired or replaced on a plane is highly
subjective. Piper’s guidelines are vague,
and few parts have published wear limits or
required replacement times. This can make
interpreting inspection results difficult and
deciding on a course of action even worse. This
ambiguity also demands that you understand
the difference between maintenance
items required for part 91 operation and
items that are only recommendations.
On the PA46, almost no timed replacement
maintenance items are required by the FAA, but
many are manufacturer’s recommendations.
These really need to be evaluated on a
case-by-case basis. Here is an example.
The mechanic notes on your pre-purchase
inspection report that your plane’s engine fuel
and oil hoses are 9 years old, making them
technically past due for the recommended
8 year replacement. But the hoses are
not currently leaking or showing signs of
dangerous wear. Knowing that your engine
is almost to TBO, you have wisely elected to
defer this expensive hose replacement until
the upcoming engine change. Knowing that
hose replacement is just a recommendation
can prevent you from footing the bill for a repair
that makes no sense in this context. I am not
saying you should ignore recommendations.
Some are good, but too often, in the absence
of an experienced PA46 mechanic to put
things into context, these recommendations
can be misleading to both buyer and seller.
Selling an airplane is not a minor affair. The best
defense is a good offense, which in this case
means that you should prepare for the sale
upon your purchase. You cannot start too soon.
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Malibu Engine Seizure
by Joe Casey

On an unremarkable day in February, I
began flight preparations for a routine
business trip to meet with a customer in
Piggott (7M7), Arkansas, a small farming
community in the extreme northeast portion
of the state. I called the FBO at my home
base in Cherokee County (KJSO), Texas, to
have my 1989 Piper Malibu Mirage pulled
up front from the hangar and fueled. This
one was easy, just a quick out and back.
Piggott has no instrument approach and a
short, narrow runway. I have landed there
dozens of times, but the field always presents
a good challenge. Yet this day I would not get
to enjoy the challenge of Piggott. Instead,
I was about to be tested to the limits of my
piloting skills in a way most unexpected.

Humming Along
An overcast layer with bases at 2000 feet or
so was blanketing most of northeast Texas
and Arkansas. Climbing through 10,000 feet
I broke out into a deep blue sky, made all the
more impressive when contrasted against the
brilliant bright white of rapidly receding cloud
tops below. Sunglasses came out, and I settled
in for a comfortable, smooth ride. With a brisk
tailwind, just as forecast, I could ask for no more.
With all systems humming along, I began
searching for ways to remain productive
and alert. I made sure power settings were
set exactly, turned up the heater, looked up

the weather near my destination, fiddled
with the VOR, confirmed my position on the
charts, and kept scanning the instruments.
Life was good. That is, until vibrations
suddenly shook the airplane so violently that
I thought part of the propeller had been lost.

Bad Vibes
The vibrations were so severe that I feared
the engine would be ripped from the airframe.
Among other problems I could imagine, with
no engine I envisioned an out-of-CG situation,
which could render the airplane uncontrollable.
With this horrible picture in mind, the entire
left windshield, and most of the right, turned
completely black with a thick coat of oil. The
black sheet prevented me from seeing what
was happening up front, but I had no doubt
the engine was either dead or quickly dying.
I slowed down to prevent the propeller from
windmilling, and moved the fuel switch to
“OFF.” As the airplane slowed, the vibrations
stopped completely. The noise dropped
significantly, with only the “gear warning” horn
blaring because I had pulled the throttle back.
All of this joined with an unusual rushing wind
noise from the front. I have flown in gliders, and
could tell that this was not the normal noise
heard from a streamlined glider slicing through
the air. Something unusual had happened up
front, but remained out of sight, obscured
by the black curtain of used petroleum
product now gracing my front window.

ATC, We Have A Problem
I am not exactly sure what I said to ATC. I could
rightly have declared an emergency, but do
not believe I used those words. In any case,
whatever I said, ATC knew I was now engineout with a black windshield. I was cleared to
a lower altitude, which I thought funny since
I had no choice in the matter. The controller
told me that the Arkadelphia Airport was 20
miles away to the east. But I beat him to the
punch by using the “nearest airport” feature
on my GPS, turning the airplane toward 5M8,
Gurdon, Arkansas, only 13 miles away on a
128 degree course. There may be some pilots
out there who could do the mental gymnastics
in such a busy situation to determine whether
a “better” airport such as Arkadelphia could
be made, but to me the closest airport,
whatever that was, would work just fine.
I was not going to shoot an approach, for I was
now a glider with no forward visibility. I never
wavered from the decision to follow the GPS to
Gurdon. I asked ATC to call the airport and get
the emergency vehicles rolling. I also asked
for the CTAF for the airport. The fire trucks
never came, but a friendly airline pilot sharing
the frequency helped immensely by giving
the correct CTAF frequency and words of
encouragement. I was somehow comforted to
know that other pilots were aware, involved, and
indeed cared about me and my predicament.

Multiple Worries
I focused on getting over Gurdon, with the goal of spiraling
down until the airport became visible, hoping for enough
altitude to maneuver for a landing. I arrived over the airport
at about the same time I entered back into IMC, somewhere
around 10,000 feet. During this whole ordeal, I seemed
to deal with each phase of the emergency one problem
at a time. One would think that even with my hands full
I could have figured out that with no engine the vacuum
pump would be offline. That means the Attitude Indicator
and Directional Gyro would be belly up. But that reality
only dawned on me as I entered the clouds over Gurdon.
I used airspeed and the turn coordinator as primary
pitch and bank instruments, respectively, and held the
airplane in as steady a spiral as possible, trying to stay
near Gurdon. I hoped to break through the clouds with
sufficient time to find the runway. I called ATC for a best
guess on bases and winds. They gave me both. I dropped
the gear, because I was now more interested in getting
down quickly than extending my glide. At about 3,000 feet I
enjoyed a most welcomed sight when I broke out and saw
the airport through my left windshield, directly below me.
I was descending in a 40 degree bank at 1,500 feet per
minute when I got very serious about making sure the final
portions of this flight ended with no bent metal. Looking
through the left window, I entered a downwind and short
base, trying to fly exactly as I normally would. However, in
light of the situation, I stayed a bit closer to the airport and
made my aiming point one-third down the runway. I can now
report with some authority that there is an overwhelming
urge to “not be short” when truly landing engine-out. I kept
the airplane close knowing I could add flaps or slip on
final to get down if needed. The thought of landing short,
in the trees, at 85 KIAS, was far less appealing than rolling
off runway’s end at a much slower speed. All of this was
running through my mind while I was setting up the pattern.

A Dark and Stormy Window
The dark oily windscreen was my next challenge. Despite
what you see in the movies, if your windshield is covered in
oil, your vision is completely obscured, and wind will not blow
away the film. The oil simply limited all forward visibility from
the left seat. I figured I could just slip the airplane to create
forward visibility through the left side window, and then kick in
rudder a few feet over the runway and land blind. But at about
300 feet AGL, this became a most uncomfortable thought.
I had a small area of windshield on the extreme right side that
was free of oil, so I grabbed and tossed the papers, approach
plates, wireless phone, and whatever else was in the right
seat to the back of the airplane and jumped over as quickly
as possible. The seat back was in the full upright position,
which is totally wrong for my 6’3” frame. My headset was
knocked off as I ungracefully threw myself right. I fumbled
with the seat for a few seconds and then gave up, for the
cont. page 42
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Malibu Engine Seizure
(continued)

runway was thankfully drawing near. With my
head pressed against the right window, I could
only see the right edge of the runway, but this
was far better than visibility from the left seat.

Terra Firma
I touched down firmly and braked hard. As the
airplane slowed, I felt better and better realizing
I was going to be OK, and that the airplane was
probably not going to suffer any more damage.

(turned out to be #2) poking through the
left cowling. The cowling metal that was
frayed out in the slipstream, which resulted
in that unusual wind noise I heard when the
engine stopped. I stood outside the airplane
for about 5 minutes wondering what to do
next. I called my boss right away to tell
him the news; I learned in the military that
“bad news does not get better with time.”

Local Support
I ended up on the left side of the runway
with about 300 feet of runway remaining. I
would like to say I was ecstatic, but alas that
would not be entirely true. I was certainly
thankful to have landed successfully. But I
still did not know what caused the engine
to fail. I had an odd sense of guilt because
I was part of something that just did not
go right. I slowly gathered myself together
and realized I was shaking as I climbed into
the back of the airplane to get to the exit.
After exiting the airplane and walking to the
front, the first unusual sight was a cylinder

After about 10 minutes on the ground, a nice
gentleman arrived to investigate why anyone
would want to stand next to an oily airplane on
a runway in sub-freezing temperatures. This
man turned out to be a truly fortunate find. A
fellow pilot and a Gurdon Airport advocate,
he immediately took me under his wing and
ensured that I was taken care of during my
travails there. I used his digital camera to
take the initial pictures of the aftermath; his
wife even drove me to Arkadelphia where
a rental car was available. Their willingness
to help a fellow aviator with “broken wings”

was above and beyond the call of duty,
and will always be remembered fondly. I
hope one day I can return the favor. The
long drive home gave me plenty of time to
gather my thoughts and count my blessings.
So many questions and so few answers…

Damage Assessment
The next day, I flew with some friends of mine,
including my mechanic, to Gurdon to open the
cowling to get some answers. What we saw
under the hood took our collective breath away.
Much of the forward portion of the engine was
broken into chunks that were scattered all over
the engine compartment. The #2 cylinder was
thrown completely from its normal position.
The initial findings, certainly unofficial as of this
writing, show the #2 cylinder piston rod broke
at the piston. The rod was free from the piston,
but still firmly attached to the crankshaft,
which unmercifully thrashed the entire forward
portion of the engine at 2400 RPM. I have
never seen anything like this destruction.
Fuel lines were severed and oil was scattered
everywhere. Shrapnel damaged or destroyed
just about every component in the forward
engine area. That a fire did not develop is a
miracle. The damage was a sight to behold.

School of Hard Knocks
Although I wish the incident had never
occurred, especially as I anticipate the repair
bills, I can say that I have grown as a pilot,
instructor, and person through the experience.
I now have a greater understanding and
appreciation for the interrelatedness of the
systems on an airplane, and will be able to
better relate to others how one little problem
can cause a snow-ball effect that could get
out of hand in seconds. Mostly though, I have
an appreciation for the many instructors, both
military and civilian, who trained me well.
Flying with inoperable vacuum instruments,
gliding to and then spiraling down over an
airport, aiming one-third down the runway,
using others to help solve problems in difficult
situations, practicing flying from the right
seat…every one of these situations were
practiced many times over the years with
instructors who cared enough to train me well
and realistically. This emergency had a good
outcome because of many who were not in the
cockpit. I hope as a CFI to be one who can in
turn help others survive. Hopefully, other pilots
will be able to learn from my experiences.
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Notes From

M•MOPA

Headquarters

by Russ Caauwe, Executive Director
Russ has been crazy about airplanes all of his life. He obtained his license in Norfolk, Nebraska, at the
age of 17. Entering the Air Force at 19, Russ served two years as an airborne radar mechanic. In 1950,
he was accepted for pilot training, and after graduation, was commissioned as a 2nd Lt. and pilot.
Russ served in the 82nd Fighter Squadron, flying F-94’s and F-89’s, in Iceland, where he met his wife
Bjorg (Bea).
After completing his tour with the 76th Fighter Squadron in Presque Isle, Maine, Russ pursued various
business interests, including life as a Customer Engineer for IBM; later as President of his own data
processing company; and finally, as a corporate pilot, from which he retired in 1997, having enjoyed
over 3,500 hours flying a 1984 Malibu, and a 1989 Mirage.

New Members
Kim Schademan
N46TD
Bellevue, WA
Kim is a Contractor. He has a Mirage.
Matthew Falconer
Orlando, FL
Matt has rejoined us after a 1 year hiatus.
Wecome back Matt!
Keith Marple
West Sacramento, CA
Keith is an Aircraft Inspector with Executive
Air Repair.
Tim Crosswhite
N733P
Charlotte, NC
Tim has a Meridian. He has over 5300 hours
and holds the following ratings: ATP-ME, SE
& SES – CFI-I, MEI. He is Account Manager
for Video Systems.

Kendall Docter
N510KC
Bossier City, LA
Kendall has a Mirage. He colds a
Commercial license and is a CFI.

Gordon Heinrich
N9125B
Modesto, CA
Gordon owns Heinrich Farms. He has a
Malibu and has over 1200 hours and holds
an Instrument rating.

Geoff Duncan
N383SA
Cummings, GA
Geoff has a 550 Malibu. He has over 350
hours and holds a Private License and an
Instrument rating. He is a Home Builder.

Thomas Hoag
Colorado Springs, CO
Thomas is a Developer/Homebuilder.
He has over 1500 hours and holds a Private
license with an instrument rating.

Jason Helmka
N383SA
Lawrenceville, GA
Jason has over 650 hours and holds CSEL
CMEL CFII and MEI ratings.
Garry Perno
Spokane, WA
No information available.

Kenneth Deurloo
N787RP
Zurich, Switzerland
Kenneth is a Banker. He has a Jetprop.

John Saunders
Odessa, FL
John owns American Louvered Products. He
holds SMEL and Instrument ratings.

Tom Cole
N60YE
Bluefield, WV
Tom has a Mirage. His company is Cole
Chevrolet. He holds a Private liceanse with
SEL and Instrument ratings. He has over 750
hours.

Dale Pritz
N3120L
Key West, FL
Dale has a new Meridian. He has over
3500 hours. His company is York Excavating
Co Inc.

Michael Drake
N45PJ
Abbeyshure, Ireland
Michael has a Meridian. He is retired.

Gary Johnson
N618BD
Hilton Head, SC
Gary has a Mirage. He has over 3000 hours
and holds MEI rating. His business is Real
Estate (Boardwalk Properties).

William Gilliam
N510KC
Minden, LA
William has a Mirage. He has over 3500
hours and holds a Commercial license with
Multi and Instrument ratings

James Rich
N112HD
Asheboro, NC
Dr. Rich has a Mirage.
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David A. Hill
Dallas, TX
We now have 2 members with the name
“David A. Hill”…both Texans! David is a
Realtor. He has over 300 hours and has an
Instrument rating.
William Nutt
Prides Crossing, MA
William has a Meridian. He is Chairman of
Affiliated Managers Group, Inc.
Zach Meadows
N529TX
Edmond, OK
Zach has a Mirage. His company is Turner
Oil and Gas.
Jonathan Martin
N520HP
Poway, CA
Jonathan is a Production Designer for
ShowTec, Inc. He has a Meridian, and has
over 1000 hours. He holds a Private license
and an Instrument rating.
Raymond Thomason
Lawton, OK
Raymond is with the Zelbst Law Firm.
He has a Meridian
Stephan Porten
N425H
Incline Village, NV
Stephen has a Mirage. He has over 900
hours and holds Private license and
instrument rating

Michael Mahoney
Redmond, WA
Michael is a Software Consultant. He
has over 950 hours and holds MEL and
Instrument ratings. He has a Commercial
license.
Mark Carroll
Springfield, MO
Mark’s business is Carroll Business
Systems, Inc.
Mark Skuteris
Wayne, IL
Mark is Project Manager for Windy City
Electric Company.
Dennis Granum
Grand Junction, CO
Dennis’ occupation is “Contruction”.
No other information availabe.
Michael Knopp
N779MA
Williamstown, WV
Michael has a Mirage. He has over
9800 hours and holds AtP, CFIAIME,
and SEA ratings.
Mark Kraft
Las Vegas, NV
Mark’s company is Helios Investment.
His occupation is Real Estate Investing.
Stephen Thomson
Sevenoaks, Kent
U. K.
Stephen is CEO of Thomson Intermedia
plc. He has over 300 hours and holds High
Performance and Instrument ratings.
Walter Passmore
McAllen, TX
Walter is an Attorney. His firm is The
Passmore Law Firm. He has over 3000
hours.
Bryan Byers
South Bend, IN
Bryan is Regional Sales Manager for 1st
Source Bank – Aircraft Financing.
Jon and Amy Berman
Boulder, CO
Jon and Amy have a Mirage. Jon is a
Physician and has over 1360 hours. He
holds a Private license and Instrument
rating.

Christopher Hyland
Dove Canyon, CA
Christopher is an Attorney. His company is
Transcon Financial, Inc.
Robert Montgomery
Plano, TX
Robert is a Computer Programmer with
Firmware Development Corp.
Alex McMahon
N410ST
Milton, DE
Alex is a CFI and has over 1200 hours.
He has a Mirage.
John Klerlein
N410ST
Milton, DE
John is in Contruction. He has a Mirage.
John Walther
N712MK
Bend, OR
John has a Jetprop. He is retired.
Howard Birndorf
N411HB
San Diego, CA
Howard is an Executive. His company is
Nanogen. He has a Meridian.

Patrick Martel
N10767
Guadalajara, Mexico
Patrick is a Charter Broker. He has a Mirage.
He has over 3000 hours .
Anthony McMahon
Park Ridge, IL
Anthony is an Electrician. He has a Mirage.
His company is Windy City Electric.
Kim Wilson
N95KW
Atwater, CA
Kim has a Meridian. He owns Wilson Family
Funeral Chapels, Inc.
Norman Palmeri
N1032G
Stuart, FL
Norman is an Orthopaedic Surgeon. He has
a Meridian and has over 1500 hours. He
holds MEL and Instrument ratings.
Steve Smith
Blytheville, AR
Steve is General Manager of Motor
Appliance Corp.

Robb Kunz
Salt Lake, UT
Robb is President and CEO of
KnowledgeBlue, Inc. He has a Meridian and
has over 500 hours. He holds a Commercial
license with MEI and Instrument ratings.
Michael Pavao
Sacramento, CA
Michael’s company is Executive Air Repair.
His occupation is Aircraft Maintenance.
Scott Allen
Erie, PA
Scott is a Developer. His company is
LifeServices Development. He has over 1000
hours and holds an Instrument rating.
Kevin Olson
N550MP
Maple Grove, MN
Kevin is a Pilot/Flight Instructor. He has over
5000 hours and holds a Commercial license
w/ instrument rating and is a CFII.
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Antiqua Guatemala
Heart of Central America
by 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

With a visit to Antigua, Guatemala, we continue
our exploration of Spanish-speaking countries
offering the diverse benefits of tropical life. A
flight to Antigua opens the door to an ancient
civilization with a rich past embedded in
geological wonders. Surprisingly, Antigua
is only 780 nautical miles from Key West
and 880 nautical miles from Brownsville,
Texas, making this destination closer to the
United States than Vieques, in Puerto Rico.

thriving Mayan town, until the arrival of the
Spanish in the 1500s. To those arriving 16th
century Spaniard conquistadors, Antigua
was a distant shore. Five hundred years
later, the trip for us in our Malibu, Mirage,
Meridian or JetProp is a non-stop hop. What
awaits us there is a wonderful mixture of past
and present, reflecting centuries of cultural
integration between the New World and old.

GA Friendly
Antigua flourished over distant times as a

About 400 airplanes are based at Guatemala

City International Airport, and the local aero
club has a membership in excess of 600,
making the group the largest such club of the
Americas. The aero club is wealthy enough
to own its own building on the north side
of the runway, complete with a full-service
restaurant and weather reporting station. As
a transient pilot you will always welcome, and
you will be thrilled with the club’s camaraderie
and ambience. Many members of the club
speak English, eliminating any language
barrier. The current director of civil aviation

in Guatemala was the former president
of the aero club. He has general aviation
flowing in his blood, and will do anything
possible to make life easy for all of us pilots.

Documentation

Flying to Guatemala requires more preparation
than a flight within the U.S. or a trip to
Canada, Mexico or the Bahamas. We must
first secure insurance coverage for the
area of Central America. You must also
carry your pilot license, medical certificate,
registration, and air worthiness certificate.
Be sure to make copies of these documents.
Before launching you will need to secure
an authorization from the Guatemala Civil
Aviation authority. While merely a bureaucratic
request, this should be done early to avoid
any lengthy delay upon arrival. But do not let
me frighten you with all of this paperwork. I
am giving you advice based on experience,
but remind everybody that Guatemala
is friendly and open to general aviation.

Charts

Aviation here is in fact effortless if you avoid
some critical mistakes. Order the Jeppesen
trip kit, which provides all information required
for flying to Guatemala’s airports. Do not order
the NACO charts. While much cheaper, the
government charts only list approaches that
have been flown and checked by the FAA.
For example, in Guatemala City only three of
the nine published approaches are provided.
Carry a current set of VFR charts (Operational
Navigational Charts, ONC, released by DOD)
to give you a better understanding of local
terrain. The Guatemala City airport runway
sits at 5,000 feet. You will also spot on the
charts numerous volcanoes, and some of
them are active. Pay attention to NOTAMs
related to volcanic activity and ash clouds.

Half the Fun

Flying to Guatemala City is half of the fun.
By the way, the identifier of Guatemala City
is MGGT. The first two letters MG stand for
country of Guatemala and GT stands for
Guatemala City. From Key West our route
takes us along the coast of Cuba. Interestingly,
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an over flight permit is not required since we
are not actually over flying the country. Total
distance for the trip is 780 nautical miles. If a
fuel or pit stop en route is a consideration, or
if you burn avgas, my recommendation would
be to replenish at the airport of Chetumal
(MCCM) in Mexico, which gives you an easy
turn around. If you are flying on Jet A, my
advice would be to stop for lunch in Tikal if you
want a break. The identifier for Tikal is MGTK.
Give yourself enough time for a quick visit
to the ruins of Tikal and the beautiful Mayan
town of Flores. Landing in Tikal also offers the
advantage of a fast and expedient customs
and immigration process for Guatemala.
Unfortunately, Tikal is not a good option
for pistons because no avgas is available.
If you are coming from Brownsville, you
might consider a stop in Vera Cruz, Mexico
(MMVR), which offers an efficient quick
turn with plenty of fuel in both varieties.

Instrument Arrivals

Before arriving at Guatemala City airport,
become familiar with the plates since several
ILS approaches are available. High terrain
in close proximity to the airport will catch
your attention; you will want to fly precisely.
Upon landing you have two choices. If
on your own, proceed to the FBO on the
east side of the airport, and park your
airplane there. The FBO has all of the
necessary facilities, as well as Customs and
Immigration within their operation. If arriving
with a group that made prior arrangements,
the aero club on the west side of the airport
will give you a warm welcome. You might
notice a sign written in Spanish, posted at
the entrance of the aero club, asking you
kindly to leave your firearm at the reception.

Friendly Customs

The Customs and Immigration experience in
Guatemala is efficient and pleasant. Officials
will diligently process the paperwork after you
have completed the Immigration and Customs
card for each person in your party. Have the
general declaration form already filled out
and ready to be handed over. You will need
cont. page 48
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Antiqua Guatemala
(continued)

three of the cards on arrival, and three on
departure. Allow at least one hour to process
the paperwork on departure. After clearing
Customs you are free to go to town. My advice
is to arrange, prior to your arrival, a transfer
with a private car and driver, either through the
FBO or when you make your hotel reservation.

Capital City

Antigua sits in a highland valley at an
elevation of 5,000 feet, surrounded by a ring
of volcanoes, including the spectacular Agua
topping out at 12,000 feet, Acatenango and the
always-smoking, sometimes erupting, Fuego.
cont. page 50
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Antiqua Guatemala
(continued)

With no traffic, the drive into town will take
45 minutes. You will no doubt immediately
conclude that the trip there was worth
the effort. The temperate climate and
friendly inhabitants welcome all visitors.
Antigua was the capital of Guatemala until
an earthquake partly destroyed the town in
the nineteenth century, and the architecture
proudly reflects the city’s glory days. These
historic architectural delights have been
exquisitely preserved. With considerable
foresight on the part of local government, no
high rises, no modern architecture and no
modern roads have been allowed to mar the
ancient heritage of the town. Past eras are
brought vividly to life in the Cathedral (built
in 1543) and Mayor Square (built in 1739),
the focus of city life. For good reason Antigua
is known as the most outstanding and best
preserved colonial city in Spanish America.
Throughout times good and bad the city has
also managed to preserve its rich history
of Spanish and Mayan art and culture. You
will in fact find here some of the world’s
best examples of Spaniard artwork from the
Columbus and Inquisition era. After the Spanish
conquest of the Maya, the races intermingled,
resulting in customs and traditions that gave
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rise to a singular form of daily life, which
today make Antigua one of the choice
destinations for the traveling cognoscenti.
In spite of its ancient past, the city today offers all
the required services and amenities one would
expect from a modern community. If I ever have
time to realize my dream of mastering Spanish,
Antigua is where I will spend my time learning
the language. If anybody wants to join me for a
few weeks in my linguistic quest, let me know.

Lodging
Numerous hotels are available in town;
a Radisson sits on the outskirts. The intown hotels consist of boutique properties
and restored monasterio. These are well
represented on the internet; almost all are
reasonably priced. My personal favorite is
the Panza Verde, located on a cobblestone
street at the quiet end of Fifth Avenue, four
blocks from the Cathedral and central square.
Most rooms have a fireplace, and rent for
$175-300 per night. The hotel has a unique

lap pool fed by a fountain; Latin jazz and
classical piano provide ambience in the lobby.
Other nice downtown hotels can be found in
the range of $60 - $120 per night, perfectly
good properties that are excellent values.

Returning Home
The FBO will help you file the international
flight plan for your trip home, with or without
a stop in Mexico, including Chetumal, Cancun
or Vera Cruz for Brownsville, or Key West. The
stop in Mexico will be considered a technical
stop without the hassle of immigration
and luggage inspections. Do not forget
to call the Customs office at your airport
of re-entry in the United States. Secure
the two letter Customs code and your
clearance back to the USA. If you fly back on
a VFR flight plan, you must secure a discreet
transponder code before entering the ADIZ.
If you bring friends from a foreign nation along
with you, they will need to have a B1B2 visitor’s
visa stamped in their foreign passports. Their
temporary I94 card is sufficient when returning
from the Bahamas, Mexico or Canada, but not
from Guatemala. Call Thierry at Air Journey
for details, or call your local customs agency.
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The Real Mexico
Explore by Air
by Jose Nieto

Tony Nieto is a retired engineer and business owner living in San Antonio. He flies a
Cherokee 180 strictly for fun. A native of Presidio, Texas, he learned to fly through the
Longhorn Flying Club at UT Austin in 1963. Tony plans to enjoy more adventures in Mexico
through uflymexico@yahoo.com.

My journey began with an old desire to see
more of Mexico than the amorphous border
region, typically characterized by cheap
bars, trinkets and human foibles. That is
neither Mexico nor the USA, but some nether
land between the two. A couple of years
ago I was presented with the opportunity
to travel much farther south with my friend,
Dr. J. Alejo Garza. A retired anesthesiologist
and owner of a Mooney Bravo, with newlyfound time to spare, Dr. Garza asked me
to accompany him on an exploratory bit
of flying. I was only too happy to accept.
The doctor had wanted to investigate two
routes, one through colonial south-central
Mexico and the other through the southeastern
mountainous, tropical and archeological
zones. Based on his extensive travels in
Mexico, Dr. Garza picked a route for our first
trip in 2004 beginning in Monterrey, Nuevo
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Leon and then proceeding south to Tamuin,
Poza Rica, Veracruz, Villa Hermosa and
Palenque. To a south-of-the-border novice
like me, this trip would be an education in the
business of flying in Mexico. I was not to be
disappointed. In December, we launched from
Monterrey’s Aeropuerto Del Norte, a first-rate
airport that serves executive aviation in the city.

Archeological Tour

I learned early on that a flight plan is mandatory
for all flights. Even local hops must be cleared.
Once in the air we tracked outbound on the
Monterrey VOR toward Ciudad Victoria, using
GPS to keep us honest. We soon picked up
the signal from the Victoria VOR and homed
in on that. Somewhere near Victoria our
autopilot made a right turn to the southwest
for no particular reason. After trouble-shooting,
we determined that the DG had indeed gone

south, or southwest in this case. Perhaps the
unit was sensing cold margaritas over that
way and decided to beat us there. The GPS,
however, was less easily distracted and got us
to Tamuin, San Luis Potosi. We landed on a
paved but lumpy, hump-backed strip that was
nevertheless suitable for our purposes. We had
yet to shut down when the Federales showed
up sporting their German HK-93s, ready to
greet the American-licensed (N405CG) visitors.

Welcome Committee

This procedure was essentially the same
wherever we landed. We deplaned only after
the soldiers were settled around the plane, with
the highest-ranking person standing off the
right wing. The Federales were polite in asking
the customary questions about our point
of origin, destination, nature of the visit and
other sundry inquiries. Incidentally, security
for planes on the ground is much better
than what we are accustomed to in the U.S.
Everywhere we went at least a platoon-size
force of Mexican Army troopers were on the
ground, all armed to the teeth. After formalities
were handled, Dr. Garza closed the flight plan
and made arrangements for fuel and tie-down.
Fueling is not the quick and easy American
way. One has to deal with the Fuel Guy, Pemex,
place an order, and then taxi to the fuel terminal.

I can remember only one occasion in which a
Pemex fuel truck had avgas, called “gasavion,”
which allowed us to fuel without moving
from the tie-down. I would advise sticking
around to supervise fueling. Fuel quality is as
good as the stuff we burn at home, and less
expensive. Have cash ready, for credit cards or
any other form of payment are not accepted.

Thumbing a Rid

We secured the aircraft and asked how best
to get to Tamuin, nine kilometers away. We
were told, essentially, that we could “not get
there from here.” We needed a taxi, and the
only available public phone accepted only a
Telmex card. Not good. With no other choice,
we retrieved our bags and started walking
towards town. Fortunately, we had gone
only a short distance when a pickup with two
Federal Judicial Police officers stopped to
ask if we wanted a lift. We threw our bags in
back and off we went. We ended up spending
the night in Ciudad Valles in the heart of the
Huasteca Potosina, a region of archeological
and environmentally protected zones.
We spent the next two days climbing craggy
peaks and exploring rivers that cascade
down from the mountains in torrents of
cont. page 54
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The Real Mexico
(continued)

electrifyingly cold water. Great exercise and
briskly invigorating. What did I learn? That
purchasing a Telmex phone card is good idea.
Poza Rica was next, a short pit stop and
not recommended except for viewing
the fantastic Ruins of El Tajin, about 30
km away and easily accessible by cheap
taxi. The pyramids and temples represent
beautiful examples of the Totonaca culture.
The structures are immaculately kept, and
the grounds host a superb archeological
museum that explains the region’s history. We
explored the area for a few ours and flew on.

Gulf Coast

We left Poza Rica’s hill-top airport and flew to
Veracruz on the gulf coast. The contrasting
terrain is breathtaking, with a dazzling mix of
coastal plains, hills, mountains, and extinct
volcanic structures. Across all of these regions
the flying weather is typically excellent. Along
this route MEAs are easily managed in a J3; all one must do is get close to the water,
where the only obstacles are flying fish.
Veracruz, the oldest port city in Mexico, was
Cortez’s point of landing on his quest for gold.
The city’s name, which means “true cross” in
Spanish, hints at the settlement’s complex and
rich history. The modern city reflects the past
with local charm. People on the streets, waiters
and hotel staff are all polite, ready to help
everyone enjoy and explore the local scene.
Shopping is super for all, not just the ladies.
Quality silver can be had for reasonable prices,
and of course the city boasts a “Mercado”
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that carries everything a local or tourist would
ever want. Too bad pottery can be heavy and
bulky, because here you will find the best and
most beautiful pieces at give away prices.

Local Cuisine

Throughout this trip, we ate everywhere, drank
every kind of juice, and consumed quantities
of fresh fruit. Nothing ever happened to our
guts. So my advice would be to go native, and
you’ll do alright if you simply avoid the stuff that
looks obviously suspicious. The one exception
is water: I drank only bottled or hotel-served
filtered water. Once, I had a drink of cold
mountain stream water, with no ill effect.
While in Veracruz, we took a side-trip to San
Andres de los Tuxlas, about 80 miles east,
where we toured the local rain forest. We
overnighted in a “hooch” of sorts, with all
the jungle and Tarzan-type noises one would
expect through the night. After a surprisingly
cold night, I was awoken at dawn by cries
that I thought initially were from the doctor
being beaten by a crazed Amazon. Instead
the cacophony resulted from the calls of
toucans and vocal monkeys jumping around
in every direction. Parrots of all sizes and
colors swarmed and flew from tree to tree.
We were treated to a jungle breakfast prepared
on a stove the likes of which I had never seen:
a stone and mud G.E. range with fire gushing
out the top. To an engineer like me, the stove
was a culinary Bessemer converter. The
smoke poured into the kitchen, making for
an interesting conversation with the cook and

her very healthy daughter. I had never eaten
bait fish before. But the mullet was not bad,
particularly considering where we were at the
moment. We discovered that tasty food could
be found just about everywhere we went.

Colonial Tour

The next trip was to Central Mexico for our
colonial tour, which began in Monterrey.
From there we flew to Zacatecas, Queretaro,
San Miguel de Allende, Morelia, Oaxaca, and
Puerto Escondido on the Pacific coast. This
route is heavily laden with Spanish/Mexican
colonial history with a complex mixture
of humanity’s best and worst including
awesome architecture, religious monuments,
slavery and decimation of the local Indian
population. This trip is a must for all wanting
to see the colorful personality of Mexico.

Room With A View

The flight offers a diversity of experiences,
including MEAs that had us picking our
way through mountain passes at more than
16,000 feet. Doctor Garza went on oxygen,
but I did without, with no obvious ill effects,
even according to the guy on oxygen.
Even above 14,000 to 15,000 feet, we saw
isolated Indian mountain villages, with no
roads leading to the settlements. Nearby one
could see towering, snow capped volcanoes
and jungle terrain all in the same field of view.
We flew past “El Nevado de Toluca,” an extinct
cont. page 56
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The Real Mexico
(continued)

volcano with a Kilimanjaro look. On our way
back north, we flew on the east side of “El Pico
de Orizaba,” Mexico’s highest mountain peak.
We flew by in a setting sun; the best calendar
photo is nothing compared to being there,
at altitude, in the comfort of a good airplane.

Advance Notice

On both trips we returned through Brownsville,
Texas, an easy entry point for U.S. Customs.
Be warned that Customs wants a full hour’s
notice before arrival; otherwise the agents
become quite agitated. Overall, both adventures
were nothing short
of spectacular. I urge
you to inaugurate your
flights to Mexico with a
knowledgeable guide
to take care of any
inconveniences. A
guide will also make
sightseei n g m o r e
efficient and fun. Most
of us have heard of
the Mexican federal
bureaucracy, which
is in fact alive and
well. You might want
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to email Dr. Garza at uflymexico@yahoo.
com to get your adventure off the ground.
The best seasons for travel to Mexico are fall,
early winter and spring. Otherwise the weather
is just plain hot, especially on the gulf coast.
The trip is easily manageable for anyone with
a reliable private plane. With any other form
of transportation, the itinerary would become
expensive and time-consuming. But with your
papers in order and someone to assist you,
working the system is no sweat. Have fun!
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M•MOPA Classifieds
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 taxiways, 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
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GPS MANUALS
Pilot-friendly manuals are now available for
the new GNS 430W, GNS 480 and GNS530
WAAS-certified receivers. 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, GNS 430W,
GNS 480, GNS 530, GNS 530W, G1000,
GPSmap 295, 196, 296, 396 and 496,
Bendix/King’s KLN 89B/94, KLN 90B, and
KLN 900. IFR models $44.95. Hand helds
$39.95. Add $6.00 for S & H. Other than U.S.
add $6.00 more.
ZD Publishing, Inc.,
PO Box 3487
Wichita, KS 67201,
888-310-3134 (In Kansas 316-371-3134)
www.zdpublishing.com
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Training Update ...
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.
Advanced Flight Training
International, Inc.

Vero Beach, FL
(772) 473-7356
Initial & Recurrent Courses
Aircraft Training Services, LLC.

Buffalo Grove, Illinois
(847) 947-2238
Initial & Refresher Courses
Aviation Training Management

Vero Beach, Florida
(772) 778-7815
Initial & Refresher by Appointment
Eclipse International, Inc.

St.Petersburg, Florida
(727) 822-1611
Initial & Refresher with Mary Bryant at
St. Petersburg or Customer’s Location

FlightSafety International

Lakeland, Florida
1-800-726-5037
Initial & Recurrent Training
Travis Holland
Holland Aero

www.holland.aero
360-734-8419
JetPROP initial and recurrent
training and North Atlantic training
and ferry. Services offered worldwide
at your location or at KBLI.
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
SAFETY / FLIGHT SESSIONS:
October 5-7, 2007
Olathe (Kansas City) KS
Johnson County Executive Airport (OJC)
Piper Host / FBO: Kansas City Aviation
Center, Inc. (KCAC)
Hotel: Doubletree - Overland Park

October 26-28, 2007
Groton, CT
Groton-New London Airport (GON)
Piper Host / Service FBO: Columbia Airport
Sales, Inc.
Hotel: Mystic Marriott

November 16-18, 2007
Prescott, AZ
Ernest A. Love Field (PRC)
Hotel: SpringHill Suites by Marriott

Events Calendar ...
17th Annual Convention
October 17-20, 2007
Tulsa, Oklahoma

Helpline ...
620-728-8634
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