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M•MOPALetter from the Editor

Fighting the Beast Within and 
Without

The Beast Outside
Flying between Carlsbad, California 
(KCRQ) and Austin, Texas (KAUS) 
often involves a dance with the devil of 
convection.  I can probably count on 
one hand how many of these trips I have 
made without at least one encounter 
with thunderstorms.  Fortunately, with 
few exceptions passage around a line 
or between cells spaced sufficiently far 
apart is possible with NEXRAD, RDR-2000 
radar and a Stormscope on board.  But 
on occasion Mother Nature is just truly 
teed-off, and has no intention of letting 
me through.  Such was the case recently 
on my return to Texas with my wife.  The 
atmosphere was ugly, with a lifted index 
of a minus 5, and abundant moisture 
being pulled off the Gulf by a strong 
low.  My antennae start twitching with a 
lifted index more negative than minus 2, 
so the potential for nasty weather was 
dangerously high.  Yet when I launched 
from KCRQ the radar was looking good, 
with only widely scattered cells topping 
out at 25,000 feet around Phoenix.  With 
the miracle of NEXRAD I watched the 
storm develop as I approached Arizona, 
and the situation was clearly deteriorating.  
Three solid lines were building in parallel, 
running roughly southwest to northeast, 
each line about 30 miles from the next.  
But I held out hope, because large gaps 
in the lines seemed to be holding steady.  
A possibility also existed for going 
around the extreme southern end of the 
storm by going past Tucson and dipping 
into Mexico.  Controllers in that area 
routinely accommodate such excursions.  

Better yet, the tops were still reported at 
25,000 feet, and I was cruising along at 
FL270.  I found those relatively low tops 
a curiosity given the extreme instability of 
the atmosphere, but hey, I’ll take what I 
can get.  Finally, I had a clear “out” to the 
northwest of my position, toward Needles, 
California, with no weather at all.  Fuel was 
not an issue because I had gassed up for 
the trip all the way to Texas. 

Given the solid get-out-of-jail card to the 
northwest, the possibility of passing south 
of the weather, and the potential for flying 
over the cells I felt confident in pushing 
right up to the line.  But, alas, as I neared 
Phoenix, the tops lifted, I was suddenly 
IMC, and my out to the northwest was in 
danger of closing in.  Time to throw in the 
towel.  I tried every trick in my book, but 
to no avail.  You just cannot fight nature’s 
wrath.  So I informed ATC that I was 
making an immediate 180 and diverting 
to Sky Harbor (KPHX).  The controller 
was perfectly cooperative, vectoring me 
to Buckeye (BXK), which served the dual 
purpose of allowing me to lose altitude 
and set up for the approach.  

The sky let loose as we entered the 
warm safety of the FBO.  Using a new 
PT Cruiser crew car, we went to the 
Rodehouse Restaurant near the field, had 
a good dinner and returned to look at 
the weather.  We killed a few more hours 
reading in the lounge, then launched for 
home.  We still had plenty of convection 
about 15 miles to the southeast, moving 
away from the airport, and rain at the field, 
but the atmosphere was calming down.  
We passed through heavy precipitation 
on departure, but were soon on top, and 
the remainder of the flight home was 
uneventful.  With one notable exception.  
We arrived at Austin around 12:30 am, and 
the day was growing a bit long in the tooth.  
Austin had a cloud layer with tops at 6000 
feet and bases reported at about 800 feet.  
Winds were from 190 degrees at 26 knots 
gusting to 33.  Oh well. Lots of turbulence 
on the way down the ILS 17L approach, 
but we did break out around 900 feet.  A 
night IMC approach in winds and clouds 
is not what I had looked forward after a 
trying day.  Sometimes flying can feel like 
work. It was good to be home.  

The Beast Inside
That is a nice story, and perfectly true and 
accurate.  We routinely read about these 
weather encounters in our numerous flying 
magazines.  But I believe a darker side of 

the tale lurks under the surface, willfully 
ignored and buried under the pabulum of 
useless weather advice we usually read.  

Here is my confession.  After this type 
of typical encounter with Zeus, I always 
feel like I have “lost” the battle, and that 
if only I had been a bit more clever, or 
braver, or more experienced, I could 
have somehow broken through the line.  I 
understand these thoughts are extremely 
dangerous, and that I pushed the limits 
as far as one could reasonably go.  We’ll 
come back to that shortly.  Intellectually, 
I fully understand that landing in the 
face of unyielding adversity is absolutely 
the correct and only action.  But what 
is never said in polite company is that 
many of us second guess our actions 
when safely on the ground.  That is not 
smart, nor prudent, but I believe the reality 
for many pilots.  I’ll look up and think, 
“Damn, I should have made it through” 
even as my brain is saying, “Don’t be a 
complete idiot, you already pushed your 
luck.”  I think we would be better off 
openly acknowledging these doubts, and 
bouts of second-guessing ourselves, as 
a means of improving decision-making 
in the real world by talking about what is 
really going through our heads.

But setting aside my irrational doubts 
about whether I could or should have 
made passage through the line, let’s 
look at the opposite side of that coin: 
did I push things too far? Is what I did 
safe and prudent?  I believe the answer, 
frustratingly, is both no and yes.

First, I will argue, yes; what I did was 
perfectly safe.  Flying is always a 
compromise between risk and utility.  My 
wife and I would have been safer if we 
stayed in Carlsbad until the lifted index was 
+4 and no convection was lurking in the 
forecast.  But the plane would be useless 
to me if I waited for such conditions.  
Where to draw the line in deciding to 
tangle with nasty weather depends on a 
great number of diverse ever-changing 
factors including pilot skill and experience, 
the sophistication of on-board avionics, 
aircraft and engine limits, the exact nature 
of the atmosphere’s condition, and yes, 
the nature of the mission.  I know that last 
bit is blasphemy, and I will be accused 
of having “get-there-itis.”  My response 
is absolutely not.  While almost nobody 
admits the fact, I would say “all” of us 
take the mission into consideration as 
we contemplate weather.  I would not go 

by Jeff Schweitzer
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within 100 miles of a thunderstorm if on 
a run for a $200 hamburger (gas prices).  
But I will use all the technology available 
to pass safely through sufficiently-large 
holes in a line or around convection if I am 
trying to get home.  Sue me.  That is reality, 
just one that we routinely sweep under the 
rug.  Flying up to the line near Phoenix 
was not as safe as staying in Carlsbad, 
but given the circumstances I described, 
well within an acceptable margin of safety.  
I had a good out, I was above the clouds, 
and I knew exactly where the weather was 
nasty.  I was maximizing the utility of the 
airplane without taking excessive risk, in 
my humble-and-always-right opinion.

Now I will argue that what I did pushed the 
envelope a bit too far.  The atmosphere is 
anything but predictable.  Here is where 
I took great risk: my solid-gold out to 
the northwest was clear of all weather.  
But with a lifted index of minus 5, that 
corridor could have blown up with CBs 
in an extraordinarily short period of time.  
If that happened, my options would have 
become extremely limited.  Passage 
forward was not possible.   Also, one 
could argue I should have diverted before 
I became IMC, because the only sure way 
to stay safe in the face of convection is to 
remain VMC.  I did, however, turn around 
immediately when I first entered the 
clouds, and did in fact know where the 
bad weather was building.  Still, a purist 
could rightfully argue that entering the 
clouds, even briefly, in such conditions 
was a bad choice.

Good Choice, Bad Outcome
In the above vignette, I wrote:  “We still had 
plenty of convection about 15 miles to the 
southeast, moving away from the airport, 
and rain at the field, but the atmosphere 
was calming down.  We passed through 
heavy precipitation on departure, but were 
soon on top, and the remainder of the 
flight home was uneventful.”  Shortly after 
penning those words, I learned with great 
sadness that a good pilot friend of mine 
was involved in a fatal crash in Iowa City, 
Iowa.  The pilot survived, but a passenger 
died, and another was injured, as the plane 
departed into conditions that seem to be 
nearly identical to those I just described in 
Phoenix.  At Sky Harbor, dozens of pilots 
took off before and after I did, with no ill 
consequence.  Yet our decision to launch 
was at face value no better or worse than 
the one that ultimately led to tragedy in 
Iowa City.  We’ll know more when the 
NTSB issues a final report, but from what 
I can tell preliminarily, nothing about 
the weather in Iowa City that day would 
have led me to delay my departure.  The 
conditions there at the time would appear 

to be windy but unremarkable.  Sometimes 
a reasonable choice can lead to a bad 
outcome.  We can do everything possible 
through education and training to avoid 
disaster, but on occasion a pilot will be at 
the wrong place at the wrong time without 
any obvious flaw in the decision-making 
process.  I suspect that may be the case 
here.  A pilot taking off even five minutes 
after the accident airplane might have 
flown away on the same runway without 
incident, but the decision to depart would 
be no more or less prudent.  We just do 
not know yet what went wrong, but given 
the accident pilot’s exemplary history, 
great skill and extensive experience, he 
unambiguously deserves the benefit of 
the doubt.

Instrument flying is inherently dangerous, 
and even our best efforts to mitigate risk 
are not always successful.  That is the 
unforgiving nature of defying gravity in an 
ever-changing and fluid environment.  

My point is not to exonerate the pilot in 
Iowa City, although I am clearly biased 
because he is a friend. Instead my intent 
is to explore the nature of what we pilots 
do in light of this terrible accident.  An 
analogy will help explain.  I routinely fly 
over mountains at night on my return to 
Texas from California, sometimes in IMC.  
Compare the risk I take in doing so with 
flying over the flat Plains in VMC.  One 
flight is clearly more dangerous than 
the other.  In turn, sitting on my couch 
wearing a helmet would be even safer 
yet.  My decision to make that trip is not 
unreasonable, in my opinion, but does 
entail a significant increase in chances 
for disaster compared to other activities.  
I mitigate risk by flying a reliable turbine, 
keeping current with bi-annual training, 
and studying weather along the route.  But 
I do not eliminate risk by any means.  The 
only way to avoid completely the potential 
pitfalls of aviation is to sell my airplane.  So 
let us say that I have uneventfully made 
that trip across the mountains at night with 
my well-maintained and properly-serviced 
turbine 253 times.  Then on visit number 
254 I experience one of those extremely 
rare engine failures, and I crash into the 
Sierra Nevada Mountains.  Does that make 
me a bad pilot with poor decision-making 
skills?  Does departing in the conditions 
we found at KPHX or Iowa City make us 
bad pilots?  I would emphatically say no; 
instead, I believe flying involves inherent 
risk, and sometimes prudent risk-taking 
will lead to a bad outcome.  If disasters 
were not a real possibility, even in the face 
of the careful piloting, the activity would 
be considered risk-free by definition.  The 
unavoidable reality is that cruising along 

at 245 knots in a pressurized aluminum 
tube is inherently dangerous.  We can 
reduce and mitigate but never eliminate 
risk from real-world instrument flying no 
matter how much we try.  I suspect Iowa 
City will prove that point when all the facts 
are in.  

Now on to lighter topics.

Spooky Action at a Distance
Alright, I confess.  I’m responsible.  Yes, 
once again my curse has visited up on 
the world of aviation.  The Evolution Flight 
Display by Aspen Avionics has experienced 
some agonizing birthing pains.  Because 
of me I’m afraid.  Apparently, some circuit 
boards on the first units shipped were 
terminally flawed, and the company 
scrambled to manufacture and mail a new 
batch to eagerly waiting customers with 
inoperative panels.  All due to the fact that 
just a few days earlier I had made my final 
decision to install the Evolution, and put 
down 50% on the work to be done.  Cause 
and effect could not be more obvious.  
The moment I pulled the trigger, circuit 
breakers failed across the universe – the 
macro-world equivalent of “spooky action 
at a distance” in quantum mechanics.  
To all of those early adopters who chose 
the first batch of displays, I apologize for 
selecting the Evolution.  

Yeah, OK, so the timing of my down 
payment and those failures is a 
coincidence, but by pretending causality 
I can feel important.  Please leave me to 
my delusions.

Aspen’s problems reinforce, ironically 
enough, the need for a renewed focus 
on avionics, the theme of this issue.  
Paul Sanchez makes a heroic effort, with 
great success, to tackle the subject in the 
feature article.  

In future issues, I will describe my personal 
experience in upgrading my panel this 
summer.  After much discussion, research 
and nail-biting, the avionics shop I 
selected agreed to:

Remove the existing King GPS and •	
#1 KX155
Install a GNS530W as the #1 GPS/•	
NAV/COMM
Move the KI525A HSI to the copilot’s •	
side in place of the C/P DG
Relocate the electric stand-by horizon •	
to the copilot’s side in the place of the 
C/P horizon
Relocate the KI256 to the location •	
vacated by the electric stand-

cont. page 8 ►
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by horizon and install the Aspen 
EFD1000 Pro.  
Interface the GNS530W to the Aspen •	
as the #1 GPS/NAV
Interface the GNS430W with the #2 •	
GPS/NAV; additionally, the GNS430W 
will be interfaced to the KI525A on the 
co-pilots side.  
Install a Heads-Up XMD076 XM •	
Weather data receiver.
Remove the existing Radar display •	
and install an Avidyne EX500 MFD 
displaying GPS data, RDR 2000 
Radar and XM satellite weather. 

Why would I burden you with my 
avionics upgrade?  Other than having 
a sadistic streak, I believe myself to be 
representative of the average Joe PA46 
pilot, with mediocre-but-safe skills and a 
limited budget.  That describes most of 
us, even if we all want to believe ourselves 
to be a combination of Warren Buffet and 
Baron Von Richtofen.  Since we are Aces 
with unlimited wealth only in our dreams, 
what we face in reality is a compromise 
with any avionics upgrade, and therein we 
find the heart of the matter. The ultimate 
goal of course is to improve the odds of 
arriving in one piece at our destination.  
But that is no simple task, because the 
end result depends not only on what 
bright new equipment is blinking at us in 
the cockpit, but how well we ourselves are 
trained to take maximum advantage of the 
fancy glass.  No advance in solid state 
physics can substitute for the software 
sloshing between your ears.

The work on my panel described above 
is indeed a compromise between money, 
time, gizmos, new capabilities, and my 
old-dog ability to learn new tricks, similar 
to what all of us will have to consider as 
our planes age and we contemplate how 
best to move electrons in the 21st century.  
Certainly what was best for me would not 
be for others, but the decision-making 
process is generic enough, as will be 
gremlins and problems that arise during 
installation as technicians untangle that 
spaghetti bowl of wires behind the panel.  
Stay tuned so I can continue to talk about 
myself.

Zephyr Madness
Some of you may recognize the implied 
reference to the 1960s in the title above; 
others will just believe me to be nuts.  In 
any case, in addition to angering the 
gods of avionics, I have apparently truly 
irked Zephyr, Greek god of the west 
wind, along with his brethren from other 
compass coordinates.  In the last month 
I have not landed in anything less than 

25 knots.  Oddly, the authorities cruelly 
keep moving runways to maximize the 
crosswind component. Today, in a quick 
up-and-back trip to Hutchinson from 
Austin, the respective ATIS reports were 
21 knots gusting to 29 at my home base 
and 32 knots gusting to 40 up in Kansas.  
Fortunately, in variance with the norm, the 
little breeze was only 10 degrees off the 
runway at both fields.  I enjoy a good cross 
wind challenge, but I pine for a simple 
two-wheel landing.  And I would not miss 
Mr. Toad’s Wild Ride on every descent to 
final.  Will the winds ever cease?

Stick and Rudder
All of these gusty arrivals remind me that 
flying a turbine is easier than driving a 
piston.  The fact is that having a turbine 
is a huge help with huge winds.  As soon 
as the mains make contact with solid 
ground we can effectively kill lift by rapidly 
decelerating with “beta,” which is just a 
fancy name for reverse.  With no lift, the 
wind has little with which to work, making 
us look good.  And I want to look good 
because I always view unfavorably any 
passenger who kisses the tarmac with 
tears of gratitude.  Such behavior is a 
poor reflection on my piloting technique; 
I find that walking into the FBO while 
my passengers kneel prostrate on the 
ramp is awkward. Having hit 1000 hours 
of turbine time, following 2000 hours in 
piston pounders, I have a good data set 
to compare the two.  A deep irony in my 
opinion is that flying a piston well requires 
more stick and rudder skill than flying a jet.  
We need not worry about shock cooling 
or descent profiles, cross wind landings 
are easier, we go above more weather, 
and linger less in ice as we climb. Too bad 

insurance rates do not reflect the reality 
that pistons are more difficult to fly.

Another Day Another Island
My wife and have recently added Eleuthera 
to the list of Bahamian islands to which we 
have flown in the JetProp.  I never cease 
to be amazed at how a country so close 
geographically to the United States can 
be so different.  While only about 1.5 
hours from Daytona Beach or half that 
from Palm Beach, the island of Eleuthera 
is hemispheres away in style, culture 
and rhythm.  A trip over the Caribbean 
has a Robinson Crusoe feel, a whiff of 
adventure, a dash of excitement, but 
without any inconvenience or the need for 
elaborate planning.  I look down at those 
translucent turquoise waters amazed 
that such a tropical paradise is just a 
few hassle-free hours away from the Hill 
Country in central Texas – if you own your 
own airplane.  For me, these trips to the 
Bahamas are the ultimate excuse to fly, 
because no other alternative comes close 
to the convenience and fun of getting 
there in your own aircraft.  Customs is 
easy at both ends, and that now goes 
fast and smooth.  On the way out I can 
make Daytona Beach without stopping; 
from there anywhere in the Bahamas 
is a short hop.  On my return, I refuel in 
Mobile, Alabama, thanks to the Overflight 
Permit.  If headwinds are a bear, I’ll stop 
at Daytona Beach, then Mobile. We can 
be sitting on the beach, umbrella drink 
in hand, in about the same time we need 
to get to San Diego.  If you own a PA46, 
and have not yet flown to the Bahamas, I 
recommend you make the trip.  You will 
be astonished at where your airplane has 
taken you in such a short time.
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Piper Perspective
Vero Beach and the PiperJet

by James K. Bass
President and CEO
The New Piper Aircraft, Inc.

Well, much has happened in the last few 
months.  Everything from site selection 
to the status of the PiperJet: these have 
been exciting times for us.

Vero Beach Home Base
At the end of May, we announced jointly 
with the State of Florida and Indian River 
County that we had signed an agreement 
that will keep our headquarters and 
manufacturing facilities in Vero Beach, 
Florida. That decision came after an 
extensive site selection process that 
addressed fundamental issues and 
needs that we cited as vital in remaining 
competitive and prospering in what is a 
very challenging industry.

Florida Governor Crist and approximately 
100 state, county and business leaders 
were on hand at Piper to help us make 
the announcement to our employees and 
the news media.  In all, we probably had 
1,200 people in attendance, and it was 
indeed an honor to hear the accolades 
from the Governor and other dignitaries 
like our own State Representative Ralph 
Poppell.

In making his comments, Governor Crist 
characterized the agreement in this 
manner:  “Florida is a state that leads 
the nation in encouraging aviation, and 
Piper Aircraft is one of general aviation’s 
uncontested leaders. This agreement is 
an investment in Florida.  It represents 
thousands of jobs and hundreds of 
millions of dollars in wages, economic 
development and other contributions for 
Indian River County, surrounding local 
communities and our state.”

Indian River County Administrator Joseph 
Baird also underscored the value Piper 
has brought to Indian River County over 
the 50 years we have called Vero Beach 
home. Citing an economic impact study 
conducted by The Washington Economic 
Group in March 2007, he said that the joint 

county and state incentive package is an 
investment in Piper, which will return much 
more to the community and the state.

“The Washington Economic Group’s 
study showed that Piper contributes $518 
million per year to our local economy,” he 
said, referring to the study commissioned 
by the Indian River County Chamber of 
Commerce.  “That investment is made 
up of the millions of dollars the company 
pays in taxes and to local suppliers, 
as well as the huge ripple effect that 
comes from Piper employees who spend 
their paychecks locally in our stores 
and restaurants and contribute to our 
community organizations and charitable 
causes.”

One of the most important factors in our 
decision to stay has been our workforce.  
Indian River County and its surrounding 
communities are home for the vast 
majority of the men and women of Piper, 
and our intention has always been to 
stay if we could remain competitive in the 
process. The incentive package from the 
state and Indian River County shows the 
commitment both have to making our 
community a place where business and 
industry not only want to stay, but where 
others will seek to relocate.

We have a ready workforce and many 
talented people in our county and 
throughout the state.  By helping Piper 
continue to stay and continue to invest 
in Indian River County, state and local 
officials have telegraphed the message 
that Florida is a friend of business and 
industry.  To that end, I have committed 
to playing an active role in recruiting and 
encouraging businesses and industries 
to move to Indian River County and the 
state, because the more business-friendly 
we are, the more we bring new initiatives 
into our community and nurture those that 
are already here, the stronger and more 
prosperous we all will become.

cont. page 12 ►
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Similar testing was also done on all major 
airframe components, and on completion 
of the static load testing, we removed 
the airframe from the test fixture and 
installed the landing gear for the first time. 
(It’s is important to note that the landing 
gear configuration used on the POC is a 
conventional oleo design, but we plan to 
use a trailing link gear on all subsequent 
aircraft.)

We also hoisted the engine into place 
and installed it in the distinctive vertical 
tail location, which provides excellent 
protection from foreign object damage 
and results in superb engine efficiency, 
because air entering the intake is 
undisturbed and not subjected to airframe 
interference. Future PiperJet pilots 
will enjoy high levels of fuel efficiency 
because of this superior aerodynamic 
characteristic.

Next steps in the PiperJet’s progress are 
taxiing and first flight of the POC, which 
we hope to have accomplished by the 
time you read this.  So, stand by for our 

next chapter.

Piper Perspective
(continued)

The incentive package from the state 
and county will enable us to continue our 
expanding role in Indian River County and 
encourage further product development 
that will keep Piper competitive and a 
leader throughout the general aviation 
industry. 

I also think it’s important to note that our 
decision to remain in Indian River County is 
no reflection on the other communities we 
considered.  It speaks, instead, to the very 
specific and special needs Piper Aircraft 
has for current and future operations.  
The other communities we looked at 
(Albuquerque, NM, and Oklahoma City, 
OK, were on the short list) are communities 
with excellent quality of life and features 
and attributes that are compelling. But 
after many months of analysis, interviews, 
site visits and careful study, we concluded 
that Indian River County and Florida best 
meet our needs to stay competitive and 
prosper in our industry.

We recognize that tremendous work, time, 
and resources are required to assemble a 
competitive proposal, host a consultant’s 
tour of the community, and collaborate 
with elected officials to make an offer of 
incentives, and I’ve extended our sincerest 
thanks for the hard work and impressive 
efforts put forth by all the communities 
that responded to us.

At the end of the day, however, we were, 
with the state and county’s commitment, 
able to say that Indian River County is truly 
home.  This is, after all, where generations 
of Piper employees have worked hard to 
make Piper the respected and trusted 
company that it is.  Having the support 
of our state and community makes all the 
difference in the world.

In signing the agreement, we made a 
commitment to remain and grow in Indian 
River County, something we have been 
doing lately. And grow we have.  Our sales 

continue to be strong.  The Piper Matrix 
is sold out for first year production, with 
more than 100 confirmed orders.  And we 
continue to see our customers trending 
to the high-end of our model mix, which 
means our revenues are up. 

While we are certainly aware of the 
challenges being faced in the overall 
economy, we are cautiously optimistic and 
believe the company is well positioned 
with new products, innovation and a 
strong base business. We have been 
ramping up our workforce to cover the 
strong demand for our PA46 line and we 
do not anticipate any layoffs.

PiperJet
Meanwhile, the PiperJet continues to 
progress. We have completed all static 
load testing on our proof-of-concept 
(POC) airframe.  Those tests consist of 
applying loads to the airframe up to limit 
load, namely the highest loads the aircraft 
will see in service (equivalent to +3.8g and 
-1.5g). This testing gives the engineering 
test pilots great confidence in the strength 
and integrity of the airplane before it 
leaves the ground for the first time.
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Note from the President
Goals and Member Benefits
by Jim Yankaskas

Board Activities
The MMOPA Board held its annual meeting 
in Dallas on April 5, 2008.  For several years 
the Board has used subcommittees and 
conference calls to improve productivity 
and efficiency.  These efforts supplement 
our face-to-face meetings.  The day-
long Dallas meeting and full agenda was 
productive and promoted the cohesion 
and camaraderie that helps keep volunteer 
members energized and MMOPA strong.  
Russ Caauwe and many Board members 
contributed to the planning efforts.  We 
meet at a central location with good 
airline service to minimize travel time 
and expenses.  To further improve 
communications I resumed the practice 
of preparing a concise summary of the 
Board’s activities.  It was posted on our 
website on June 1, 2008, and follows 
below as well.  Some of the topics merit 
more detailed discussion.

Several hours were devoted to discussing 
MMOPA’s goals, improving our 
effectiveness, and enhancing member 
benefits.  Our origins are described in 
Sy Weiner’s first President’s Letter [page 
3 in Winter 1991 issue of our magazine 
(Volume 1, Number 1, in the Resource 
section of our website)] and in John 
Foster’s Malibu Coalition Update (same 
issue, pages 10 and 11).  I commend these 
to your reading pleasure.  The Malibu 
Coalition and MMOPA helped achieve 
the goals of restoring full flight status, 
and of restoring the seriously eroded 
“full market status” of our Malibus.  After 
these major objectives were achieved, 
MMOPA grew, increased the quality 
and extent of its training programs, and 
expanded member benefits.  MMOPA and 
its Board have consistently advocated 
for member concerns, based on their 
magnitude, safety effects, and on time 
and effort availability.  The Board remains 
committed to these important roles.  We 
decided to hold a second, half-day, Board 

meeting this year, immediately before the 
Dallas convention, to further address our 
intermediate (~2 years) and long term 
(~10 years) goals.  

With my permission, John Foster attended 
the meeting (at his expense) to discuss 
the history of MMOPA’s relationship with 
Piper, and to provide insights on inherent 
limitations and potential benefits of the 
relationship.  As usual, his presentation 
was objective, clear, concise and balanced.  
He noted factors that may have affected 
previous Piper and MMOPA decisions.  
John identified opportunities to promote 
the main goals of both organizations, while 
preserving the autonomy and individual 
strengths of each.  After considerable 
discussion the Board decided that 
stronger interactions are likely to help 
MMOPA and our members, and agreed to 
continue our dialogue with Piper.  Shortly 
after the Board meeting I had a conference 
call with Jim Bass and his key managers 
about our decisions and goals.  I look 
forward to updating you on our progress 
at the Dallas membership meeting, and in 
subsequent Board Action reports. 

Conventions
The site selection subcommittee headed 
by Richard Geist, with Bill Alberts, Don 
Lockard, Jeff Schweitzer, and me as 
members, presented recommendations 
to have our 2009 convention at Scottsdale 
AZ, and our 2011 convention at the 
Broadmoor in Colorado Springs.  We 
are considering the Vero Beach area for 
our 20th convention in 2010, and expect 
to have a final decision by our 2008 
convention.  Academic chair Doug Leet 
and his subcommittee (Jon Sisk and me) 
ran a productive brainstorming session 
for convention topics.  Subsequent work 
set the draft program, which includes 
high-level academic presentations, and 
many product-specific seminars.  That 
academic program, registration materials, 

and other convention details will have 
been sent to all members by mail in July.  
We encourage early registration and use of 
the website tools that Russ Caauwe, Tom 
Keiffer and Jason Peterson developed.  I 
have attended every convention since 
1997.  Their ever changing features, and 
the continually improving quality of the 
academic programs, are truly impressive.  
I hope to see lots of you in Dallas.

Absence makes the heart…
Doug Leet and I are partners in N4372B, 
a 1984 Malibu with a TSIO-520BE engine 
and a three-bladed prop.  Our flying is 
largely for business and proficiency.  
We think we have the very best airplane 
because it meets our missions with plenty 
of reserves.  Every PA-46 owner and pilot I 
speak with is certain that his model, power 
plant, propeller and equipment are best 
for him.  Having so many terrific options 
is wonderful.  On May 5, 2008, N4372B 
was damaged while parked at Dulles 
Airport (IAD) as I was doing business in 
Bethesda, MD.  The repairs took more 
than a month, forcing us to use airline and 
ground travel, to forego some business 
opportunities, and to change personal 
plans.  These inconveniences highlighted 
the great utility and flexibility we have with 
our PA-46 aircraft.   MMOPA enhances 
these safety and utility values.  I look 
forward to resuming normal operations, 
and to the great advantages we have with 
this remarkable airplane.

MMOPA Board Actions (April 2008)
Below is a brief summary of the key 
discussion items and Board decisions from 
the April 5, 2008, meeting in Dallas, Texas.  
Similar summaries were published from 
1995 to 1997.  I have decided to reinstitute 
this practice to improve communications 
with members and to foster more member 
involvement in MMOPA affairs.
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Reviewed the purpose of MMOPA •	
and endorsed our primary missions 
to promote training and safety.

Br•	 ainstormed academic topics for      
        the 2008 Dallas Convention acad-     
 emic program.

Decid•	 ed to add product-focused  
 session options on Friday afternoon  
 of the convention.

Review•	 ed the development of 
MMOPA and the history of MMOPA/
Piper relations. Voted unanimously 
by roll call to:

Work to improve MMOPA/ 1. 
 Piper relations as being in the  
 best interests of our members.

 Invite a Piper representative 2. 
(non-voting) to attend future 
Board meetings.
Recruit Matrix owners and pilots 3. 
to join MMOPA.
Consider Vero Beach/4. 
Melbourne Florida as a possible 
2010 Convention site.

Deci•	 ded to have a half-day Board 
meeting on Sept. 24, 2008 (just 
before the Convention) to address 
our 2 and 10 year goals.

Accep•	 ted these Site Selection
 Subcommittee recommendations:

2009 in Scottsdale AZ 	
2011 at the Broadmoor in 	
Colorado Springs.

Appro•	 ved Richard Geist’s vendor 
forum policy proposal.  Any member 
in good standing can request a new 
forum.  The Board is responsible 
for reviewing and approving such 
proposals and for reviewing each 
forum annually.  MMOPA reserves 
the right to delete any offensive or 
questionable material without notice. 
Major vendors will be solicited to host 
a forum.

Revie•	 wed and approved the MMOPA  
 budget.

Reviewed and approved the Malibu/ •	
       Mirage Safety and Training       
 Foundation budget.

R•	 eviewed and endorsed the existing  
 Board member travel reimbursement         
 policy.

Discu•	 ssed the group insurance policy 
submitted by Bill O’Donnell, and 
decided that attempting to develop 

such insurance groups is not feasible 
and outside of MMOPA’s missions.

Discuss•	 ed the advocacy roles of 
MMOPA and its Board.   Beyond our 
primary training and safety missions, 
advocacy is appropriate based on the 
size of the problem, its safety effects, 
and time and effort availability.

Reviewe•	 d membership growth and 
discussed ways to involve new 
members.

Reviewe•	 d the ombudsman program 
and its active issues.

Discuss•	 ed and approved a by-
laws change that allows MMS&TF 
to nominate one MMOPA Board 
member, in view of our oversight 
functions.

Discus•	 sed the engine mount and 
nose gear issues.

Discus•	 sed the Meridian WAAS 
issues.

Discuss•	 ed the Meridian corrosion 
issues.  

Dec•	 ided to upgrade and rewrite 
MMOPA’s “Return to Service” 
pamphlet to cover all models.  The 
completed version will be printed and 
distributed as a member benefit. 

Decid•	 ed to solicit member use of 
MMOPA benefits, opinions and 
suggestions through a mailed 
survey. 

Again we encourage 
you to register early 
- I hope to see you 

in Dallas
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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.

This quarterly notice is shorter than 
usual due to a publishing deadline that 
compressed our reporting period. 

All three accidents described here involve 
the Mirage (PA46-350P). As the fleet ages 
and grows, we can perhaps expect fewer 
PA-310Ps and more PA-350Ps to show up 
to reflect the ratio of planes in the air.  Also 
consider that one half of the fleet is now 
turbine, either in the form of a Meridian or 
converted JetProp. 

Only one accident occurred in the United 
States, a nose gear collapse due to a 
hard landing. The other two caused five 
fatalities. The accident in Italy certainly 
does not provide us with much information 
other than stating that the plane struck 
“power lines.” We do not know if the 
aircraft lost power or if pilot technique or 
error were to blame. 

The final accident certainly causes 
concern since we all fly in weather that 
could cause a lightning strike, even as 
we keep our distance from convective 
activity. We do not know what led to the 
airplane “break up.” Did the pilot lose 
control and exceed design limits or did 
the strike cause an explosion? I hope we 
hear more on this later. Perhaps we can 
discuss this accident with John Mariani at 
the convention in Dallas.

NTSB Identification: NYC08CA169. 
The docket is stored in the Docket 
Management System (DMS). Please 
contact Records Management 
Division 
14 CFR Part 91: General Aviation
Accident occurred Tuesday, April 22, 2008 
in Chapel Hill, NC
Aircraft: Piper PA-46-350P, registration: 
N345RP
Injuries: 4 Uninjured.

The pilot of the Piper PA-46-350P reported 

the wind was “gusty and bumpy” during 
final approach to the destination airport. 
As the airplane “crossed the numbers” 
for runway 9, the airplane touched down 
and “ballooned up” twice, before the pilot 
added power to avoid a stall. At the same 
time, the airplane touched down again, the 
nose wheel broke off, and the propeller 
struck the ground. Examination of the 
airplane revealed substantial damage to 
the fuselage and firewall. At the time of 
the accident, the winds were recorded 
from 050 degrees at 12 knots, gusting to 
19 knots. 

NTSB Identification: NYC08WA171. 
The docket is stored in the Docket 
Management System (DMS). Please 
contact Records Management 
Division 
Nonscheduled 14 CFR operation of 
Unknown
Accident occurred Wednesday, April 23, 
2008 in Parma, Italy
Aircraft: Piper PA-46-350P, registration: 
D-EPOE
Injuries: 3 Fatal.

On April 23, 2008, at 1530 universal 
coordinated time, a Piper PA-46-350P, 
German registration D-EPOE, struck 
power lines and impacted terrain after 
departing on a local flight from Parma 
Airport (LIMP), Parma, Italy. Visual 
meteorological conditions prevailed at the 
time of the accident. The pilot and the two 
passengers were killed. 

NTSB Identification: DEN08WA094. 
The docket is stored in the Docket 
Management System (DMS). Please 
contact Records Management Division  
14 CFR Non-U.S., Non-Commercial
Accident occurred Sunday, May 25, 2008 
in Leguillac, France
Aircraft: Piper PA-46-350P, registration: 
N9245D

Injuries: 2 Fatal.

On May 25, 2008, at 1257 UTC, a Piper 
PA-46-350P, N9245D, was struck by 
lightning during cruise flight. The airplane 
subsequently broke up and impacted 
terrain near Leguillac de Cercles, France. 
The airplane was destroyed and the pilot 
and passenger on board were killed. The 
personal flight departed Biarritz, France, 
and was en route to Coulommiers, 
France. 

Other News
MMOPA and Piper Aircraft are working 
together to help our members get the 
value and service they deserve. Piper has 
been highly responsive to our inquiries 
regarding production problems.  They 
take our concerns and the issue of supply 
chain management seriously. Keeping a 
large number of parts always available in 
storage is expensive and can financially 
ruin a company, large or small. Even 
the big automobile manufacturers have 
to be efficient in today’s market. At the 
convention in Dallas we will hear in Piper’s 
lecture on “Supply Chain Management” 
what the company can do to reduce 
overhead while satisfying our need for 
parts. A second lecture is scheduled to 
discuss “FAA Certification.”  To most of us, 
certification is a black-box mystery.  Piper 
will review what is expected by the FAA, 
describing the government’s protocols 
and requirements for certification, 
including flight into known icing (FIKI). I 
look forward to learning about changes 
placed on manufacturers over the last 20 
years, and how concepts of safety have 
evolved over time. 

Ombudsman Program
Piper Aircraft has designated a new 
Ombudsman contact to better reflect the 
nature of our primary concerns, which tend 
to revolve around “Consumer Service” 
rather than “Engineering.” I have found my 
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contact, Bob Kromer, to be accessible and 
anxious to work out complex problems. 
Bob worked at Mooney Aircraft for many 
years, and in fact I remember him well 
from when I owned a Mooney in 1981.

MMOPA Self Insurance
During the last Board meeting in Dallas, 

we discussed the feasibility of a self 
insurance program. Not needing to invent 
the wheel, we contacted Johnny Foster 
from Skytech who gave us information 
about other aircraft groups who have 
tried this approach. He told us none 
had succeeded even with substantially 
more money to spend and more to gain. 

Trying to insure different aircraft with 
vastly different pilot experiences can and 
would be a nightmare. It would not take 
much to sink our organization financially. 
The Board decided to keep focusing on 
training, and to keep working with Piper 
to improve “Consumer Service.”
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No doubt all of us in the PA46 family covet 
the latest and greatest in avionics. Often 
the urge passes as a fleeting thought of 
what might be.  Sometime we go further 
with a call to our local avionics shop to 
schedule an appointment for an estimate. 
But therein lurks the dilemma.  Of all the 
bells and whistles on the market, what 
exactly can be installed in our particular 
airplane?  Will we be getting good value 
relative to any new capabilities, or are we 
just chasing glass for its own sake? Does 
the new equipment improve safety? Will 
the fancy electronics be as obsolete as a 
striped pair of bell-bottoms in 10 years? 
These and other questions about the 
ever-evolving and quick-paced world of 
avionics prompted this review.

TSOs and STCs
Let’s begin with some important 
clarifications.  Evaluating any new 
equipment from a press statement issued 
by a manufacturer is fraught with difficulty.  
Just because Magic Box X is announced at 
Oshkosh, or Lakeland, or NBAA, or at the 
annual MMOPA meeting, does not mean 
the unit can be installed by your friendly 
home-based shop the following week. If 
only we could mount the realistic photo 
from the press release directly onto our 
panel… but alas that will not substantially 
increase our avionics capability. 

The time between press release and first 
installation under a technical standard 
order (TSO) and STC can drag on to 
three years. The time lapse can dampen 
anybody’s enthusiasm.  Manufacturer “H” 
can easily issue a press release touting its 
great new product, along with a convincing 
argument that a consumer should not buy 
a similar already-approved and widely-
installed unit from manufacturer “G.”  But 
does the incremental improvement in the 
“H” product warrant a possible three year 
wait?  With this reality up front, in this 
article I will only discuss equipment that 
has in hand right now a TSO and STC (or 
an approved model list), and that can be 
installed at your avionics shop today, not 
“third quarter 2009.”

Animal Farm
We still have a second item to clarify: not 
all Piper PA-46 models are created equal 
when the discussion turns to avionics 
upgrades. To paraphrase George Orwell in 
“Animal Farm,” some are more equal than 
others.  So that we do not neglect any of 
our brethren in the fleet, I will discuss four 
sample owner/operators of the PA-46:

1985 Piper Malibu (PA-46-310P from •	
Colorado)
1998 Piper Mirage (PA-46-350P from •	
Texas)
2000 Piper Mirage (PA-46-350P with •	
a JetProp conversion from New 
Jersey)
2006 Piper Meridian (PA-46-500TP •	
from California)

I picked these airframes and years to best 
represent MMOPA members.

1985 Malibu PA-46-310P
This operator is the proud owner of one 
of the oldest aircraft in the MMOPA fleet.  
He has squeezed out 23 years of utility 
from this airplane, along with the original 
avionics. The 1985 Malibu came from the 
factory with the KFC150 flight director/
autopilot, a KNS80 RNAV (with up to 
four user waypoints at a time; no need to 
update any database), KX165 NavCom, 
a KR87 ADF, a KCS55 with mechanical 
horizontal situation indicator (KI525), and 
some other goodies. An option would 
have been the Northstar M1a LORAN or 
the Honeywell KLN88 LORAN, perhaps 
with the Eventide Argus 7000 moving map 
harnessed to either LORAN.

The 1985 panel was, for the day, highly 
capable, but much progress has been 
made since.  The LORAN is approved 
for IFR enroute, not approaches.  Forget 
about NEXRAD in the cockpit or even on-
board radar as the Sperry Weather Scout 
does not work. The pilot can use the 
Argus 7000 and LORAN to complement 
the ILS, VOR or NDB approach, but not 
substitute LORAN for any DME or NDB 
that is mandatory for an approach. The 

map, while ahead of its time, would be 
nice to look at, but of limited utility.

Engine instrumentation is also a bit 
weak.  The panel contains no digital 
fuel flow totalizer, no exhaust or cylinder 
temperature probes and no digital values 
for oil temperature or pressure. Instead, 
the gauges are common analog displays.

The average value of this 1985 Malibu 
would be about $351,000. What can the 
owner do to bring his aircraft into the 21st 
century at a cost proportionate to total 
value, while satisfying all the demands of 
the FAA?

Bus to the 21st Century

Our owner might first consider the 
stack containing the Honeywell KX165 
NavCom, KY196 Com, KN53 Nav and the 
KNS80 RNAV. That is 7.6 inches of prime 
real estate providing little information for 
the occupied space. I would strongly 
recommend the Garmin GNS530W and 
GNS430W (both TSO C146a).  With that 
relatively simple installation, the pilot 
would get the VOR/localizer/glide slope 
receiver, RNAV LPV and LNAV/VNAV 
approaches (TSO C146a), and of course 
any communication from 118 MHz to 
136.975 MHz.

On the two screens he could have terrain 
awareness, traffic (if harnessed with a 
traffic sensor such as the L-3 Avionics 
Skywatch SKY497 or Avidyne TAS610), 
and some terrain depiction such as roads. 
Any published SID/STAR/DP or approach 
procedure would be just a PROC button 
push away.

The total height of the two units, 7.25 
inches, compares favorably to the original 
7.6 inches of old equipment, and contains 
vastly more information.  The pilot would be 
looking at roughly $26,000 installed, with 
perhaps some additional labor depending 
on the aircraft’s specific configuration.
But even this bright new stack has a 
few disadvantages.  The units do not 

The Brave New World of 
Modern Avionics

Paul K. Sanchez
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display low altitude Victor airways or high 
altitude Jet Routes for flight plans. That 
means entering the route one VOR and 
intersection at a time at each bend in the 
road.  In addition, the eight color display 
will limit terrain depiction, and hinder 
NEXRAD imagery when harnessed to a 
Garmin GDL69 XM receiver for WxWorx 
content.

Traffic Alerts

The 1985 Malibu in question does not 
currently have any traffic or weather sensor 
to couple with the Garmin GNS530W/
GNS430W. So the owner must evaluate 
what traffic and weather capability is 
desirable, if any.

He can of course get a Garmin GTX330 
mode-S transponder, which would 
display traffic, provided he was within a 
55 nm radius from one of 122 ASR 7/8/9 
radar facilities in the United States, which 
constitute about 34% of all FAA radar sites 
in the country. Coverage is much better on 
the East coast than in the Rocky Mountain 
region.

Once within range of the mode-S radar 
sites with traffic information service 
(TIS) (see below), you receive every five 
seconds an update of the eight nearest 
aircraft less than seven nm away at an 
altitude less than 3000 below or 3500 
feet above your position. Not a perfect 
system, but a decent one considering 
the Garmin GTX330 mode-S transponder 

is about $4,200 installed. Another 
advantage is that the Garmin GTX330 
(below) will meet the requirements for 
the ADS-B 1090 extended squitter (yes 
that is a real word) for additional position/
altitude/track/ground speed information.  
Oh, OK: squitter means random firing 
of the transponder in the absence of 
interrogation.

Of course, reception of traffic information 
for aircraft less than 7 nm away is 100% 
dependent on the Malibu being within 

range of the mode-S radar site, not only within the 55 nm radius, but also at an appropriate 
reception height for that distance.  In the case of 55 nm, that height would be 2209 feet. 
Here is a sample of distances and minimum heights (AGL) from the mode-S radar site 
to get traffic data.

Distance from ASR 7/8/9 radar site Minimum AGL for TIS
50 nm 1,826’
40 nm 1,168’
30 nm 657’
20 nm 292’
10 nm 73’

If at 1000’ AGL, you would be within TIS reception range at 37 nm from the radar site. 
Sounds great, except for the problem that only 34% of FAA ASR radar sites broadcast TIS, 
and in that case you would have no service no matter what your altitude. Plus updating is 
done only every 5 seconds (the sweep cycle of the ASR 7/8/9 radar site) so what you see 
on screen and what lurks outside the windshield do not perfectly correspond. Assuming 
the other aircraft is cruising at 250 KIAS at 10,000 MSL (290 KTAS), and the Malibu is 186 
KTAS also at the same altitude, the maximum closure rate would be 0.13 nm/second.  
Each five seconds would represent 0.66 nm, about 9.4% of the TIS display range.

Some owners think TIS is great, but want better coverage and quicker updates. The 
L-3 Communications Skywatch (SKY497 and SKY899) (next page) and Avidyne TAS610         
(below) both fit the bill.  Both are active systems in that the sensor actually interrogates 
all transponder-equipped aircraft two times per second within a give radius. The units 
display the nearest eight on ranges from 6 nm (±3,500 feet) up to 35 nm (±10,000 feet).  
Pricing on the Avidyne TAS610 starts at about $15,000, while the L-3 Communications 
Skywatch SKY497 comes in around $18,000.

cont. page 22 ►
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Display Technology

These fine additions still do not satisfy our weather information needs.  I cannot stress 
enough the importance of properly interpreting NEXRAD imagery at all ranges, up to 
2500 nm. Also important is the ability to see graphically where the METARs are showing 
less than 1 mile visibility and less than 500 foot ceilings, giving us a good picture of where 
not to go before we blow fuel on a missed approach. Fortunately for our Malibu owner, 
all of this critical information can be had for reasonably small amounts of money.  The 
$2,400 Garmin GPSMAP 496 has a 3.8” diagonal screen, with 256 colors (below).  The 
unit will display just about any WxWorx content delivered by XM, and can be harnessed 
to any panel mount GPS or LORAN to show current flight plan and active waypoint.

Avidyne has the EX500 (following 
image3), which works well even with 
some older analog radar pods such as 
the Honeywell RDS-181. The colors are 
good, but the unit has some limitations in 
showing Jeppesen charts that zoom in/
out with “track up” orientation.  But pilots 
with older radar at least have a choice. An 
Avidyne EX500 with Sirius WSI weather, 
radar pod controller and TAS610 would 
be about $17,000, plus installation.

Of course our “G” friends at Olathe do 
not let any moss grow under their feet 
in this arena either. The Garmin GMX200 
has now become one of the most 
popular multi-function displays. That 
success is no surprise given the ability 
to display custom maps, IFR enroute, 
VFR sectional, Jeppesen ChartView, 
terrain, traffic, weather, and digital radar, 
such as the Honeywell ART2000 or the 
Garmin GWX68. A Garmin GMX200 with 
traffic and radar would be about $15,000 
installed; with no radar pod to control 
the GMX200, the cost would be closer to 
$11,000. The Garmin GDL69 for WxWorx 
via XM receiver would be $6,000.

If our Malibu owner would prefer a more conventional 6.5” diagonal multi-function display 
rather than Garmin’s 3.8” screen, a few alternatives are available:
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Steering Options

All well and good, but what about the 
KFC150 flight director and mechanical 
KI525 HSI? Changing out the KFC150 
flight director for something better sounds 
great, that is until you look at the budget 
for switching to an S-Tec 55x with GPSS 
roll-steering. Even before the S-Tec ST-200 
altimeter/altitude selector, we are up to 
$21,000. And that does not include other 
required “options” for the flight director, 
such as the annunciator panel. Surely there 
must be a cheaper way to get roll-steering 
input to the KFC150 without double the 
price of the original KFC150?  Indeed.  
For about $2,000 that can be done with 
the DAC International GDC31 adaptor, or 
with the Icarus Instruments steering assist  
module (SAM) for about $2500 (see 
below).  Either unit would provide left/right 
commands to the KFC150 to follow the 
curved path on the current flight plan. This 
would include all turns, hold entries, hold 
patterns, course reversal, and turns less 
than 90°. The KFC150 would have to be 
in the HDG mode, with the GPSS adaptor 
engaged. With an assigned heading, 
use the heading bug with GPSS adaptor 
disengaged.

Using either one of these roll-steering 
adaptors (DAC International GDC31 or 
Icarus Instruments SAM) is great for 
horizontal guidance, but neither can be 
used any time a vertical path is to be 
followed, such as on a LPV or LNAV/VNAV 
approach, or even on an ILS. The KFC150 
flight director must be in the APR mode, 
and at about 3 miles outside of the final 
approach fix, for the box to respond to the 
vertical deviation indicator or glide slope.

Move to an EFIS

We still must look at our not-so-favorite 
mechanical KI525 HSI.  This old beast 
has no moving map, no course pointer 
that automatically changes at the next 
waypoint, no bearing pointer for the VOR 
or GPS, and of course no zoom in/zoom 
out. Fortunately, two good options exist to 
replace this unit.

At the top of the list is Aspen Avionics’ 
EFD1000 Pro, which is not only an 
electronic HSI but also an electronic 
attitude indicator with air speed, altitude, 
and vertical speed tapes on the side. 
Wow! Currently priced at about $12,000 
installed, this is a bargain compared to 
just a new KI525 with remote gyro and 
fluxgate for about $10,000.

Our Malibu owner must retain the 
KI256 indicator mounted to the side as 
a required item for his KFC150 flight 
director/autopilot.

The second choice would be a Sandel 
SN3500 for about $10,000.  The pilot 
could keep his current mechanical attitude 
indicator in the same place, but would get 
all the benefits of the electronic HSI.

Engine Monitoring

We now arrive at the next phase of the 
avionics upgrade: engine instrumentation. 
Folks, we know that 100LL Avgas is not 
getting any cheaper.  Now is the time 
to determine your best power/mixture 
settings for the best nautical miles per 
gallon. We also need to know precisely 
the fuel onboard.  Since our Malibu 
Continental TSIO-520 or TSIO-550 is 
meant to be run lean-of-peak during 
cruise, we should have instrumentation 
on each cylinder and exhaust port, and 
both turbine inlet temperatures, so that 
we do not cook the engine. This means 
getting some sort of engine trend monitor, 

with a display of fuel flow/fuel remaining.  
Preferably we would harness to both the 
GNS530W andGNS430W to show fuel 
reserve at destination. 

Some good choices are available for 
engine monitoring: JP Instruments and 
Electronics International. On the JP 
Instruments product line we have two 
contenders: first is the venerable EDM800 
(3.125” diameter) six cylinder monitor, plus 
fuel flow, oil temperature, TIT, and EGT, 
among others, for $3,300, plus installation; 
second is the latest and greatest EDM930 
(6” W x 4.7” H x 5.7” D), which handles 
all primary engine instrumentation for 
$9,800, plus installation.

Electronics International offers the 
Ultimate Bar Graph UBG-16 (meaning 16 
channels; the unit is 2.25” diameter) and 
FP-5L fuel flow totalizer (2.25” diameter) 
for $3,500, plus installation.

I lean a bit towards the JP Instruments 
EDM800, which provides 29 functions 
monitored compared to 16 on the 
Electronics International UBG-16.  Plus, 
the EDM800 offers a display 39% larger in 
diameter than the UBG-16.

cont. page 24 ►
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operations, and can quickly determine 
if a change of power/mixture will be 
necessary to make a cheaper fuel stop.  
Terrain is well displayed, always useful but 
particularly when flying in mountainous 
areas.  No shortage of information.

I would say the avionics upgrade in this 
1985 plane has had a potentially dramatic 
impact on safety by providing vastly more 
information than was available in the 
original panel.

1998 Mirage PA-46-350P
Now let’s step forward a bit to another 
popular airframe in the MMOPA stable, 
the Piper Mirage. The 1998 version of the 
PA46 is quite different from the original 
model beyond the obvious change from a 
Continental to a Lycoming engine.  In the 
world of avionics, the decade-plus age 
difference is meaningful. Average value 
for the 10 year old airframe is $550,000 
with factory avionics.  Our sample 1998 
Mirage has the following equipment:

Honeywell KFC150 flight directory•	
Honeywell RDR2000 weather radar •	
pod & controller
Honeywell KLN90B GPS•	
Honeywell KX165a (2)•	
Honeywell KAS297 altitude selector •	
for the KFC150
Honeywell KCS55 with of course a •	
KI525 HSI
Honeywell KR87 ADF•	
L-3 Communication WX1000 •	
Stormscope

A six-line engine digital data display 
provides information on engine condition, 
but unfortunately the one and only turbine-
inlet temperature probe is mounted in the 
wrong place.  Also lacking is fuel flow 
output to the KLN90B GPS to track fuel 
reserves at destination.

Certainly this airplane boasts much that 
is good from the Honeywell product 
line, but the panel suffers from age.  
The KLN90B GPS will likely never have 
software or hardware available to upgrade 
to WAAS or TSO C146a approaches.  As 
a consequence, the owner will not have 
a vertical path indicator on any GPS 
approach, which is a serious deficit in 
today’s airspace.

Another issue is button efficiency.  
Approaches have to be initiated and 
controlled with up to four different boxes: 
the 2 KX165a for VOR/localizer/glide 
slope approaches, the KLN90B for GPS 
approaches, and the infernal KR87 ADF for 
NDB approaches.  The latter are not even 

displayed on the KI525 HSI, but instead 
are viewed on a separate indicator RMI.  
Fortunately, the upgrades that worked so 
well on the 1985 airplane will be equally at 
home in the 1998 model.

GPS Upgrade

The Honeywell KLN90B GPS, the 2 KX165a 
NAVCOMs, and the KR87 ADF take up 
7.4 inches of height.  That space would 
be better used by installing the Garmin 
GNS530W/GNS430W, which combined 
occupy a total of 7.25 inches. The switch 
will reduce four boxes to two, and those 
two are virtually the same functionally.  This 
configuration yields maximum information 
with minimal pilot input.

With a dual Garmin installation, the pilot 
is equipped to fly virtually any approach: 
LPV, LNAV/VNAV, VOR or localizer/glide 
slope. DME requirements are satisfied 
using the GPS under TSO C146a, even 
when flying a DME arc to intercept a 
localizer course.

All communications are done through 
the GNS530W/GNS430W.  Frequencies 
are loaded manually, from the database, 
or from the active flight plan.  With these 
units, much gets accomplished with 
minimum work.  The budget for installing 
both Garmins is a bit over $25,000. Using 
two Garmin GNS530Ws instead of a 
GNS530W/GNS430W combination would 
increase the cost by about $5,000.  The 
dual 530s would also necessitate moving 
around other avionics to accommodate 
the extra 2 inches of height.

Move to an EFIS

Next on our agenda is the Honeywell 
KI525 mechanical HSI.  The solutions 
offered for the 1985 Malibu apply here. 
We get the Aspen Avionics EFD1000 Pro 
for about $13,000 installed. This would be 
an electronic HSI and electronic attitude 
indicator, with speed/altitude/heading 
tapes. The Aspen Avionics EFD1000 Pro 
also supplies a GPSS roll-steering output 
to the KFC150 flight director. As before, 
the Honeywell mechanical KI256 attitude 
indicator would have to be retained as 
a required item for the KFC150 flight 
director. I suggest mounting the KFC150 
where the turn-coordinator is currently 
sitting. The total for our upgrade so far is 
just over $38,000.

Weather and New Displays

We obviously want weather displayed in 
the cockpit, both from live ART-2000 radar 
and NEXRAD.  We must choose between 

Having a dedicated EDM930 for all the 
primary engine instrumentation sounds 
great, but panel real estate can be an 
issue. Something that large would not fit 
just anywhere in the pilot’s primary viewing 
area, and would have to be sited well off 
to the right. I would be concerned about 
the ease of viewing manifold pressure and 
engine RPM out of the normal scan area. 
Viewing angle could also be a problem on 
the LCD display.  Perhaps one solution 
is to position the EDM930 on the right 
avionics stack, but that would eliminate 
the option of placing any other avionics 
there.

Worth the Money?

Taking these various options into account, 
the 1985 Malibu owner has invested on the 
order of $58,000 for avionics and engine 
instrumentation on his $351,000 aircraft, 
or about 16.5% of hull value. What did he 
get for his money, and what can he do 
with the new equipment?

The owner now can do LPV and LNAV/
VNAV to lower DH minima approaches.  
With just about any GPS approach he can 
use a vertical path down to the minimum 
descent altitude. In flight he has access 
to NEXRAD, TFRs, METARs, TAFs, cloud 
tops, and other weather products.  He 
has access to just about anything that 
Lockheed/Martin Flight Service knows, 
and without much delay. When doing 
approaches he can see his aircraft on the 
lower bottom of the Jeppesen approach 
chart.  He can see all facets of engine 
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the Garmin GMX200 and Avidyne EX500. 
My previous recommendation for the 
Garmin GMX200 still holds here, although 
I know others disagree.  I believe the 
Garmin is a better display with better 
functionality. Weather downloads would 
be done with the Garmin GDL69 XM 
receiver for WxWorx content. Weather can 
be displayed on the GMX200 as well as 
on the GNS530W and GNS430W. Cost 
of the Garmin GMX200, and accessories 
necessary to display satellite weather, 
traffic and on-board radar, would be a little 
over $21,000.

Engine Monitoring

Well so far our navigation/communication/
flight instruments have dramatically 
improved, but we are still missing the 
boat (or airplane) in the area of engine 
instrumentation and management. Here 
we will differ from our approach in the 
1985 Malibu.  Our fellow MMOPA member 
Jonathan Sisk of Enhanced Flight Group 
has modified the JP Instruments EDM800 
so that the unit can be installed on the 
top of the columns of analog engine 
instruments. With this installation the 
pilot can monitor each individual cylinder 
temperature, exhaust, TIT, fuel flow, 
and outside air temperature, all in one 
location.

The budget for the Enhanced Flight 
Group’s modified EDM800 is about 
$6,000. Our total so far is creeping just 
past $65,000, or about 11.9% of the hull 
value.

Traffic Alerts

Traffic awareness needs are not yet 
met.  For that we must install the Avidyne 
TAS610, which provides alerts for traffic 
closer than 12 nm horizontally and less 
than 3,500 feet vertically. Traffic would be 
displayed on all three Garmins and on the 
Aspen Avionics EFD1000 Pro.  The budget 
for the Avidyne TAS610 and the Garmin 
GTX330 mode-S transponder (see our 
reasoning for the 1985 Malibu) would be 
just over $19,000. The running total is now 
about $85,000, or 15.4% of the hull value.  
The panel is now truly 21st century, even if 
on a 10 year old airframe.

2000 Mirage JetProp PA-46-350P
Our third entry in the avionics sweepstake 
is the 2000 Mirage JetProp.  The 560 
horsepower turbine PT6A-35 replaces the 
original Lycoming 350 hp piston. 

This aircraft left the Piper factory in 
Vero Beach with a complete Garmin 
GNS530 complement rather than with the 
Honeywell series of yore. Also installed 
in year 2000 airframes was the S-Tec 55 
autopilot, but this particular JetProp had 
the Honeywell KFC150 flight director 
installed during the JetProp modification 
in Spokane. The current hull value after 
the conversion is about $950,000.

With the newer year, more modern original 
avionics, and a completely different 
powerplant, the panel upgrade will differ 
substantially from the 1998 Mirage.  We 
already have installed from the factory 
the Garmin GNS530s, but not the WAAS 
TSO C146a versions. Also absent from 
the original panel is terrain awareness 
or TAWS.  While TAWS is required in all 
turbine-powered aircraft with six or more 
passenger seats, the JetProp escapes the 
mandate in having only five.  However, the 
descent profile in the JetProp is virtually 
the same as with six-passenger turbines, 
meaning the plane follows a steep gradient 
from the flight levels to initial approach 
altitudes.  I strongly recommend getting 
the Garmin GNS530W with TAWS. This 
can be done as an upgrade to each unit 
for about $10,000 or for a total of $20,000 
for both.

The original 2000 Mirage (before 
becoming a 2000 JetProp) also had in the 
panel a Honeywell KMD850 for mapping, 
weather upload via a KDR510, and the 
RDR2000 radar, which would be displayed 
on the KMD850. Honeywell, as you all 
have read, has decided to get out of the 
weather broadcasting business (at $850/
year).  Instead, the company will sell the 

KDR610 XM receiver for WxWorx content 
(at $600/year). Unfortunately, since the 
pilot is still using the original KMD850, he 
is quite limited in what weather products 
he can display, in spite of paying the full 
$600/year.

My recommendation as before is to 
upgrade to the Garmin GMX200 for 
moving maps, weather, on-board radar, 
traffic, terrain and Jeppesen charts. I have 
indicated my clear preference for the 
Garmin GMX200, but many pilots opt for 
the Avidyne EX500.  Look carefully at both 
and choose what is right for you.   In either 
case, moving away from the Honeywell 
KMD850 will greatly improve what you 
can see with all the sensors.  The cost 
of the GMX200 with traffic, radar and 
satellite weather with the Garmin GDL69 
XM receiver would be just over $21,000.

I also recommend installation of the 
Aspen Avionics EFD1000 Pro for the 
same reasons I presented for the aircraft 
previously discussed.

Part of the JetProp’s STC included 
installation of the Shadin Engine Trend 
Monitor.  Some pilots choose not to install 
the Shadin to shave off about $20,000 
from the conversion cost, but I strongly 
recommend against doing so.  The Shadin 
displays critical engine parameters every 
six minutes, and records any exceedances 
as they happen.   The Shadin is better than 
anything JP Instruments monitors could 
do: no further engine instrumentation 
upgrade is required.  The upgrade budget 
so far comes in around $56,000, or about 
5.5% of the hull value.

For this 2000 JetProp we planned only 
for a moderate increase in navigational 
capability, going to WAAS on the Garmins, 
and for some improvement in available 
weather information. The aircraft already 
had traffic advisory system installed 
(a Honeywell KTAS870 or the Avidyne 
TAS610). On the flight instrumentation 
side, we did change out the Honeywell 
mechanical KI525 HSI for an Aspen 
Avionics EFD1000 Pro electronic display.  
Compared to the upgrades in the older 
models, the panel improvements here 
are less substantial.  The pilot will not go 
any faster, but will have better terrain and 
weather awareness, and advanced trend 
lines for airspeed and altitude control.

2006 Meridian PA-46-500TP
The 2006 Meridian comes out of Vero 
Beach boasting a tremendously capable 
panel, with little for us to change.  Factory 

cont. page 26 ►
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avionics include the wonderful Avidyne 
Entegra PFD and EX5000 MFD, along 
with a pair of Garmin GNS430s.  Until 
very recently we could not upgrade the 
GNS430s to WAAS. The upgrade was 
not possible until Avidyne completed the 
necessary software changes to the Entegra 
PFD and EX5000.  Meridian owners who 
are sending their units back to Avidyne 
for the new software can also have the 
Garmin GNS430s upgraded to WAAS.  
All of these upgrades are done through 
your avionics shop, which must make the 
necessary turn-around appointments.

I can, however, recommend a few changes 
even to this great panel.  The traffic and 
WX500 Stormscope sensors can (and 
should in my opinion) be harnessed to the 
GNS430s. I really do not know why Piper 
decided to display traffic and lightning only 
on the EX5000.  The EX5000 has many 
pages on which traffic is not displayed, 
requiring some toggling back and forth.  
Roughly one day at the avionics shop 
is all that is needed to correct this Piper 
oversight.

Of course not all Meridians are outfitted 
with the Avidyne Entegra PFDs and 
EX5000 MFDs. Early models from 2001 
to 2005 used Meggitt electronic displays 
for the HSI and attitude indicator, and a 
pair of Garmin GNS530s. These owners 
are waiting for S-Tec to complete 
certification requirements to upgrade 
to the GNS530Ws.  Nothing has been 
approved yet, but Rick Peavley of Vero 
Beach Avionics has said that the product 
is soon in coming.

For those 2001-2005 Meridians that have 
the Honeywell KMD850, with KDR510 for 
weather upload, I recommend the same 
as I did before. Change out the Honeywell 
display for either a Garmin or Avidyne unit.  
With that swap you not only have weather 
but also Jeppesen charts.

As with later Meridians, the 2001-2005 
models did not have traffic or Stormscope 
data harnessed to the Garmin GNS530s. 
Get that done; only one day in the shop 
is required.

Avionics Conspicuously Absent
Pilots following mainstream press will 
immediately notice what I failed to 
recommend dozens of new products 
promised in breathless press releases.  
Some things just do not “ADS-B up.”

In ADS-B, the FAA’s NexGen system, 
every aircraft broadcasts position, altitude, 
track, ground speed and flight plan 

every second to all other aircraft using 
the Garmin GDL90 transceiver.  All quite 
futuristic, and wonderful sounding, except 
for the fact that only 40 ground-based 
transmitters currently serve the system, out 
of 500 necessary to cover the Continental 
United States.  The transmitters are used 
to uplink weather and other traffic, and 
to downlink the position of other ADS-B 
aircraft.  With only 8% coverage, my heart 
is not yet aflutter. I realize that the FAA has 
extraordinarily ambitious plans, but desire 
and money do not always coincide as 
needed.

In my opinion, a serious flaw to ADS-B, 
even with “free” weather and traffic 
information, is that the system is ground-
based.  I am not particularly pleased with 
the need to climb to 3000 feet AGL before 
I start receiving traffic and weather. Any 
pilot with an XM receiver can see weather 
as soon as the aircraft is pulled from the 
hangar.  Observing weather while safely 
on the ground before departure is better 
than waiting until reaching 3000 feet to 
decide another direction might have been 
better.  That $50/month fee for an XM 
subscription suddenly seems attractive 
relative to free ADS-B weather.

Any aircraft with an active traffic system, 
such as the Avidyne TAS610, Honeywell 
KTAS870, or L-3 Communications Sky-
watch SKY497 or SKY899, can see other 
aircraft in the pattern while still on the 
ground holding short of the runway.  As 
with weather, paying for an active traffic 
system that works on the ground is much 
better than a free system that works only 
at 3000 feet and above.

If your home airport, or one you regularly 
frequent, is by good fortune less than 26 
nm from an FAA ADS-B ground transmitter 
you will be able to receive weather and 
traffic at about 500 feet AGL.  That is 
still not the same as getting informed on 
the ground.  And with 8% coverage, the 
chances are not good you will even have 
the luxury of reception at 500 feet.  Right 
now, spending $8,000 for the Garmin 
GDL90, currently the only airborne 
transceiver approved for ADS-B, does not 
seem like a good investment.

You can learn more about ADS-B at the 
FAA website: 
http://www.faa.gov/about/office_org/
headquar ters_of f ices/ato/serv ice_
units/enroute/surveillance_broadcast/
coverage/
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Editor’s Note:  Popular flying publications 
often have a column in which pilots describe 
unpleasant or dangerous experiences so 
that others may learn from their mistakes.  
Richard Geist has suggested that this 
magazine publish something similar, and 
has agreed to kick-start the effort with his 
own vignettes.  Since I never err, other 
PA46 pilots will have to step up to the plate 
so that we can continue this enterprise.   
Depending on the type of contributions I 
receive, the column can be a single tale, 
or a series of small stories from one pilot, 
as below, or an aggregation of anecdotes 
from multiple authors.  I suspect we will 
find no shortage of material.

“Good judgment comes from experience 
and experience comes from poor 
judgment.”

In exposing my soft white underbelly here, 
I am sure many of you will second-guess 
my problems, solutions and conclusions.  
But in doing so I believe you would miss 
the point, which is properly captured 
in the quote above.  We have all pulled 
some stupid pilot trick during our aviation 
careers.  In surviving our mistakes we 
learn from them.  I provide here a few 
examples of events long past that made 
an impression on me.  I hope to inspire 
other MMOPA members to contribute their 
experiences so that all of us can benefit 
from the foibles of others.

Flying my new Malibu back to the west 
coast from factory training, I was feeling 
fat and happy.  I was enjoying clear 
skies, smooth air, my first time at FL200, 

and my first hands-free flying with three-
axis George.  As I approached the Front 
Range battling ever-present headwinds, 
I noticed my indicated airspeed start to 
decay gradually. I scanned all the engine 
parameters as I had been taught, and all 
appeared normal. I began to sweat and 
look for nearby airports, which in those 
days required the use of a paper chart. As 
the airspeed dropped through 80 knots I 
figured I had to do something.  I clicked 
off the autopilot and immediately felt the 
strong force needed to maintain altitude 
in my out-of-trim condition.  I instantly 
discovered that I had been oblivious to 
the trim wheel furiously spinning up to 
compensate for the downdraft.  I was 
slow to recognize that I was caught in 
the downside of a big mountain wave 
simply because I was accustomed to 
holding altitude manually with my old 
autopilot. The bottom line is that I had not 
been sensitive to trim wheel movements 
as the Malibu’s autopilot worked on my 
behalf.  I learned my lesson.  Now when 
the indicated airspeed starts down, the 
autopilot comes off immediately.

About a year after obtaining my Malibu, I 
was flying to the east coast at FL210 in 
smooth air in the midst of an extensive 
but thin overcast.  I saw no evidence of 
icing, but as a precaution I had all the anti-
icing stuff working and the alternate door 
open. After two hours of uneventful flight 
in IMC, my analog fuel flow gauge needle 
started to dance, and then pegged to 
zero.  Of course this caught my attention. 
But nothing else seemed to change. My 
strong instinct was to adjust the power 
and mixture or just do something. Then I 

recalled a bit of wisdom from Bob Scott, 
arguably the father of Malibu training. He 
said some day I would be flying along 
and something would happen without 
explanation. That was the time he said 
I should “wind my watch.”  He meant I 
should touch nothing until I knew what 
to do. Well, the plane was doing just fine 
without fuel flow. Then I recalled a bit of 
trivia about the fuel flow transducer: the 
unit can short out in moist conditions if 
not been properly sealed. With no other 
answer, I tried switching tanks just to 
check on the pump, but no change. About 
an hour later as I descended through 
8000 feet into warm clear air, the gauge 
flickered back to life, and was normal 
for the remainder of the flight. As you 
might expect, I had a mechanic reseal 
the transducer as soon as I landed.  No 
further problems.

I was departing westbound from Denver 
Centennial (KAPA) on a warm day.  
At near max gross weight, I was not 
surprised to eat up much of the runway, 
which sits at 5800 feet MSL. But even 
with 10,000 feet of concrete, I was not far 
from the end before rotation. The climb 
out was slow, which I again attributed to 
the heat, altitude, weight, and whatever 
excuse I could conjure up to convince 
myself all was fine in the world. Finally at 
FL200, I proceeded to set power at 65% 
LOP.  The temperatures shot way up, the 
engine sputtered, and I could not get 
leaned out. The engine seemed smooth 
at rich, but the temps were near redline. 
Checking everything before turning back, 
I finally noticed that right magneto switch 
was OFF. During my run up, I must have 

Hey, Watch This:  Pilot Tricks 
to Avoid
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heard the safety cover on the switch 
snap instead of the mag switch itself.  
The switch is not visible under the yoke, 
but that is no excuse: I did not catch the 
problem as I should have by monitoring 
RPM.  Now the final item on my run up 
check list says, “Check that both mags 
are ON.”  In addition, I have added a 
GEM, which would have also clued me to 
the problem.

Flying to Las Vegas Henderson Executive 
(KHND), I was cleared down via Beatty 
(BTY)-SHADO direct. On leaving the airport 
a few days later, I heard my clearance 
as direct SHADO-BTY then as filed, the 
reverse of my arrival. As I proceeded to 
SHADO, the controller asked where I was 
going.  Such a query is never a good 
sign.  When I informed him of my route, 
he replied that the clearance was direct 
SHEAD-BTY, direct. He had to spell the 
intersection twice before the fix sunk into 
my brain. Turns out that SHEAD is only 
depicted on the high altitude chart, and 
on one of the SIDS at KLAS, but not on the 
terminal or low altitude charts. SHADO and 
SHEAD are in the same westerly direction 
from KHND about 25 miles apart, both off 
of BTY.  I simply heard what I expected 
to hear, and the result was my first NASA 
Form 227.

Before owning my Malibu, I was flying 
eastbound to Albuquerque (KABQ) in 
my Turbo Arrow over the southwestern 
deserts.  The beautiful moonless night 
was smooth and dark, with only a few 
scattered lights glowing in the relatively 
desolate terrain. I had been at 11,000 
for about two hours when I was cleared 
down to 9000 feet (about 4000 AGL).  I 
was told to report the airport in sight for 
a visual approach. Not only could I not 
see the airport, I could not see the lights 
of Albuquerque. Yet my DME (I know 
some you remember those) indicated 
that I was approaching the VOR, which 
would put me only about 10 miles out. I 
assumed that clouds were obscuring my 
view despite the ATIS report of clear skies. 
As I struggled to find the airport, I thought 
that perhaps I was the problem. Could a 
healthy non-smoker be impaired from a 
lack of oxygen at these altitudes?  To test 
the idea, I pulled out my oxygen mask and 
took a few deep breaths.  Suddenly all of 
Albuquerque popped into view, as did the 
airport, as if someone had just flipped on 
a cosmic switch. I was both awed and 
frightened. Thereafter I have always used 

oxygen above 8000 feet. I now have a 
pressurized cabin, but I am also older, so 
I use nasal oxygen above a cabin altitude 
of 6500 feet. Since each pilot reacts 
differently, using a finger pulse-oxygen 
gadget will warn you if the oxygen in your 
hemoglobin drops to 91% saturation, the 
level at which most hospitals start oxygen 
therapy. Oh, and I do not fly over the 
mountains at night any more.

After completing a major repair, I prudently 
completed a careful pre-flight before 
departing VFR.  Within ten minutes I was 
lost. The HSI, GPS, ARGUS moving map, 
and wet compass all 
seemed to be in heated 
argument with each 
other.  Nothing agreed 
with anything else.  
Even my heading was 
drifting on autopilot. 
Had the HSI failed? Did 
I incorrectly program 
the GPS? I could not 
find an airport from 
my low altitude, where 
everything looked 
alike to me in flatness 
of the Midwest plains. 
But I needed to return 
so I could work out the 
problem. I recalled that 
the IAF on the ILS was 
an NBD, so I dialed 
that into my ADF (I 
know some of you 
remember those) and 
followed the needle 
back to the field. On the 
ground, the problem 
was obvious. During 
the repair, someone 
had switched the flux 
gate compass link to 
“free” from “slaved.” 
Since only I fly my 
airplane, I had become 
complacent about 
confirming the proper 
position of that switch. 
I was surprised at how 
confused I became 
since I train for such 
failures with instructors 
on a regular basis. 
That switch is now on 
my return-to-service 
check list, of that you 
can be sure. And 
when I turn onto the 

runway for takeoff, check the gauges and 
turn on the lights, I set the heading bug 
on the runway numbers.  I also made a 
rule never to depart into IMC after a major 
repair.

If you would like to contribute to this 
column, please contact the editor, Jeff 
Schweitzer, at jschweit@swbell.net.  We 
look forward to hearing about your lessons 
of hard knocks.
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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 Interna-
tional, Ins., The New Piper Aircraft’s exclusively approved training school for Malibus, from 1991 - 1998.

Mary urrently provides Malibu-Mirage and Jet Prop 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.

Writing a generic column for the PA46 can 
sometimes be a challenge.  Depending 
on how one counts models, at least four 
different varieties of the aircraft are flying 
today.  Some might argue more.  But even 
with this variability, we see more similarities 
than differences within the PA46 family.  
In focusing on pressurization, we will 
look mainly at facets shared across the 
Malibu, Mirage, Meridian and JetProp.  
While details are sometimes different, 
the big picture remains largely the same.  
However, when significant differences 
do exist, I will attempt to point them out.  
More than one answer may be correct.

What pressurizes the aircraft?1. 
the enginea. 
the high pressure valveb. 
the pressure pump behind the c. 
bulkhead
the outflow valvesd. 

What is differential pressure?2. 
The pounds per square inch a. 
(p.s.i.) outside the aircraft.
The p.s.i. inside the aircraft.b. 
The p.s.i. outside the aircraft c. 
subtracted from the p.s.i. inside 
the aircraft.
5.5d. 

What is the maximum differential 3. 
pressure limitation for your aircraft?

5.0a. 
5.2b. 
5.3c. 
5.5d. 

What is the function of the round, 4. 
pull-to-activate pressurization knob? 

Diverts airflow to the outflow a. 
valves for pressurization.
Diverts pressurized air into the b. 
engine compartment.

Dumps the cabin.c. 
Sets maximum differential d. 
pressure.

What is/are the function(s) of the 5. 
outflow valve?

Open to allow pressurized air to a. 
flow out of the cabin.
Close to maintain pressurized air b. 
inside the cabin.
Dump the cabin.c. 
Safety devices which avoid over d. 
pressurization of the cabin.

What system(s) modulates the 6. 
outflow valves to provide the selected 
differential pressure?

Enginea. 
Vacuumb. 
Electricalc. 
Hydraulicd. 

What is the function of the dump 7. 
switch?

Dumps fuel during emergencies.a. 
Empties the relief tube.b. 
Opens the safety valve.c. 
Dumps the gear when the d. 
hydraulic pump is inoperative.

How is the dump switch activated?8. 
Electricallya. 
Mechanicallyb. 
Pneumaticallyc. 
Automaticallyd. 
Pilot activatede. 

What function(s) can the pressurization 9. 
controller provide?

Controls the altitude at which the a. 
cabin will begin to pressurize.
Controls the altitude of the cabin b. 
at cruise.
Controls the rate of climb of the c. 

cabin.
Controls the rate of descent of d. 
the cabin.
Controls the maximum differential e. 
pressure of the cabin.

When will the rate controller control 10. 
the rate of change in the cabin?

When ever set at something a. 
other than zero.
During climbsb. 
During descentsc. 
Only when pressurizedd. 
Only when at maximum e. 
differential pressure.

What setting should the controller be 11. 
set at before takeoff?

sea levela. 
airport altitudeb. 
500 feet above airport altitudec. 
1,000 feet above airport altituded. 
cruise altitudee. 
cruise altitude plus 500 feetf. 

What cabin altitude should the 12. 
controller be set at for landing?

sea levela. 
airport altitudeb. 
1,000 feet above airport altitudec. 
leave it where set for takeoffd. 
leave it where set for cruisee. 

What pressure altitude should the 13. 
controller be set at for cruise?

cruise altitudea. 
500 feet above cruise altitudeb. 
1,000 feet above cruise altitudec. 
maximum certified altitude for d. 
the aircraft

When should the controller be 14. 
adjusted for anticipated cruise 
altitude?

before takeoffa. 

Pressurization
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during the climbb. 
upon reaching maximum c. 
differential pressure
upon reaching cruise altituded. 

How does the pilot know if the aircraft 15. 
is properly pressurizing?

cabin altitudea. 
cabin rate of climbb. 
cabin rate of descentc. 
differential pressured. 
annunciatorse. 

What should be done if the aircraft 16. 
fails to pressurize properly?

consult your checklista. 
check pressurization knobb. 
check dump valvec. 
pull and reset the CB controlling d. 
the dump valve
check vacuum systeme. 
check engine powerf. 
check for obstructions to the g. 
outflow valves

What occurs regarding pressurization 17. 
in the event of a total engine shut 
down?

The aircraft will depressurize.a. 
The aircraft will over pressurize.b. 
The aircraft will experience an c. 
explosive depressurization 
The back up system will maintain d. 
pressurization.

What occurs regarding pressurization 18. 
in the event of vacuum system 
failure?

The aircraft will not pressurize.a. 
The aircraft will over pressurize.b. 
Pressurization will go to 8,000 c. 
feet
Pressurization will go to max d. 
differential pressure.

Which of the following annunciators 19. 
are associated with the pressurization 
system?

Oxygena. 
Cabin Altitudeb. 
Cabin Altitude 10,000c. 
Emergency bleedd. 

What must be done in the event of 20. 
smoke in the cabin?

Consult the checklist.a. 
Immediately don oxygen masks.b. 
Dump the cabinc. 
Immediately shut the engine d. 
down.
Immediately shut the electrical e. 
system down.
Pull out the fire extinguisher.f. 

How long does the supplemental 21. 
oxygen system last when used?

up to 15 minutesa. 
up to 25 minutesb. 
depends how many are using itc. 
at least 1.5 hoursd. 

cont. page 36 ►
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(continued)

Answers

a. the engine, which creates the bleed 1. 
air used to pressurize the cabin.

c. psi outside the aircraft subtracted 2. 
from the psi inside the aircraft.  It is 
literally the difference in pressure 
between the forces acting on the 
inside of the body of the plane versus 
the pressure acting on the outside of 
the body of the aircraft.

d., 5.5 psi; officiandos will note that 3. 
technically the answer is (c) 5.3 for 
JetProps even though the conversion 
has the identical pressurization 
system as any other PA46.  The 
limitations section of the POH lists 5.3 
as the max differential.

b. Diverts pressurized air into the 4. 
engine compartment. 

a. b. c.  The safety valve, not the 5. 
outflow valve, is a second line of 
defense to ensure that max differential 
does not exceed 5.6 psi.

b. Vacuum/pressure is used to open 6. 
the outflow valve to the correct 
amount to deliver the amount of 
pressurization requested.

c. Opens the safety valve.7. 

a. c. and e.  The pilot activates the 8. 
electric switch to activate a solenoid 
that in turns allows vacuum suction 
to flow to the outflow safety valve to 
literally suck it open. 

All of the above.9. 

d. Only when pressurized.  If the 10. 
cabin is not pressurized the rate of 
change in the cabin altitude cannot be 
controlled.  It will change directly as 
the altitude of the aircraft changes.

d. 1,000 feet above airport altitude is 11. 
my favorite method.  However, 500 
feet or 2,000 feet or something in 
between could be used. The exact 
number does not matter so much 
as long as the setting is adequately 
above the airport altitude so that 
the cabin is not at max differential at 
liftoff.  Selection of cruise altitude will 
delay pressurization and the ability 

Issues and Answers

to control the rate since the aircraft 
will not start to pressurize until the 
selected cabin altitude is reached.

c. 1,000 feet above airport altitude 12. 
is my favorite method.  Again, the 
exact number doesn’t matter so 
much as long as it is above airport 
altitude.  Don’t forget to turn the 
controller and cabin altitude up 
when landing at a high altitude 
airport.  If one fails to do this the 
aircraft may still be pressurized upon 
landing.  Pressurized landings are 
prohibited by the aircraft’s limitations. 
If landing pressurized, which again 
is prohibited, the cabin will dump 
automatically as the squat switch 
activates the dump switch.

b. 500 feet above cruise altitude is 13. 
my favorite method here.  Again, 
the exact number doesn’t matter so 
much.  Selecting a number above 
cruise altitude means the aircraft 
will be operating at less than max 
differential pressure so it will not 
experience changes in pressure in 
the cabin as they are encountered in 
flight.  Generally, 500 feet is adequate 
for this purpose and also keeps the 
cabin at a lower altitude than methods 
using a larger increment above cruise 
altitude.

b. during the climb.  The objective is 14. 
to verify the pressurization system is 
working properly as soon as possible, 
to keep as low a cabin altitude as 
possible for as long as possible, and 
to maintain the ability to control the 
cabin rate of change during the climb.  
Avoiding selecting cruise altitude too 
soon accomplishes this. 

All of the above.15. 

all of the above.  Always consult your 16. 
checklist. However, the pilot should 
recognize the key items that will 
impact system functionally and the 
quick fixes for what are often easy 
problems. 

a. The aircraft will depressurize 17. 
without the engine operating to supply 
compressed air for pressurization.  
Prepare to don oxygen and/or for an 
emergency descent in the event of 
engine failure.

d.  Pressurization will go to max 18. 
differential pressure by means of a 
mechanical valve in the outflow valve 
which is set to release pressure when 
max differential is reached. 

b.  is found in the Malibu, Mirage and 19. 
JetProp.  c. and d. are found in the 
Meridian.  Oxygen indicates use of 
the backup oxygen canisters and is 
not directly related to pressurization.

a and c.  The other items may also 20. 
apply depending on the cause of 
the problem and your altitude.  But 
if there is smoke in the cabin you 
MUST get rid of it.  Remember, it 
was the toxic smoke that killed the 
ValueJet crew.  They were already 
dead when they impacted the ground.  
Donning oxygen masks may be 
indicated depending on the situation 
but remember that oxygen can also 
enhance the intensity of a fire.

a., and b for the Meridian. The factory 21. 
installed canisters provide up to 
15 minutes.  The pilot emergency 
oxygen in the Meridian, when fully 
charged, can provide up to 25 
minutes at 30,000 feet.  There are 
various other after-market systems 
available now.  Consult your manual 
for these systems.
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Malibu Maintenance
Hotline Insights
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 to the Malibu/Mirage fleet in the 
U.S. and abroad.

Issues and Trends
Answering the MMOPA maintenance 
hotline has many benefits. Having people 
call from all over the world with problems 
and questions makes spotting trends 
easier.  Hotline calls allow me to get 
immediate feedback about solutions that 
work, and those that do not.  The hotline 
gives me a rare opportunity to keep 
abreast of new maintenance issues that 
arise in the PA46 fleet. 

Another benefit is that owners and 
mechanics call to report successful 
techniques, new service information 
and helpful products. I have worked on 
the PA46 since 1984, but always have 
something new to learn. 

Probably the most exhilarating part of the 
job is receiving a call from an air traffic 
controller somewhere asking for help 
getting a plane down, which, by the way, 
happens more often than you think. I throw 
out questions and suggestions, which the 
controller relays to the pilot until we finally 
hear, “Hey, that worked!” Nothing is more 
satisfying. 

Downside
Of course, answering the hotline has some 
downside. My pet peeve is the owner who 
takes his plane in for an annual inspection 
to someone who has never before seen 
a PA46.  He has brought with him no 
manuals, and then instructs his mechanic, 
“Call Kevin, he’ll tell you how to do the 
annual.”  Getting on my blacklist is not 
easy, but that is a surefire way.  In addition 
to being unfair to everyone involved, that 
is a blatant misuse of the MMOPA hotline. 

I also have days in which I get tired of 
fielding the same questions repeatedly; 
I pine for something more challenging. I 
remind myself, though, that the “same old 
problem” to me is a new one to the caller, 
and do my best to help. After those calls 
I find myself wishing for a website with 

a FAQ list to which I could refer callers. 
But I check that thought as well, knowing 
how unhelpful and, more importantly, how 
unsatisfying, I find using those lists myself.  
The answers never seem to address my 
particular permutation of a problem and 
are not interactive. In the end, I have to 
admit there is no substitution for a good 
old-fashioned telephone conversation.  

Most Recent FAQs
Besides, even if I could come up with a list 
that was actually helpful, I could not figure 
out how to get a FAQ list into the places 
most needed: every cockpit and every 
shop where a PA46 might conceivably 
end up. So in lieu of a FAQ list for every 
cockpit I offer in this column an occasional 
summary of the questions I have heard 
most frequently over the past year.

Brakes go flat repeatedly
When your brakes go flat, bleeding them 
usually takes care of the problem. If the 
problem becomes chronic, the time has 
come to reseal the master cylinder. As part 
of a good reseal, the master cylinder shaft 
should be cleaned, and then polished to 
remove scratches caused by dirt and grit. 
If scratches are not removed, the o-ring 
might not form a good seal around the 
shaft. 

Sudden loss of manifold pressure 
When I get calls about this problem I 
always ask about recent maintenance. 
Frequently, the plane has just come out 
of the shop, and the culprit is an induction 
system leak caused by carelessly 
reconnected induction tubing coming 
uncoupled. The next most likely and most 
dangerous scenario is a broken exhaust 
pipe. Obviously, exhaust leaks should be 
corrected before further flight.

Defog blower motor pops the breaker 
This call usually comes from JetProp 
owners and occasionally includes reports 
of smoke in the cabin. The motor pops a 

circuit breaker usually because bearings 
have failed, causing the impellor to collide 
with the motor housing. The motor then 
locks up, tripping the circuit breaker. 
Once the breaker has popped, the best 
action is to leave it alone. Repeated tries 
to make the motor work will only cause 
the impellor to become even more 
damaged, making repair more costly or 
even impossible.  Once on the ground 
you have the option to repair or exchange 
your existing motor. However, I believe 
that even though you may replace the 
bearings and brushes, once a bearing 
has failed, and the impellor has sustained 
damage, the motor is more prone to future 
failure. I usually advise owners to cut their 
losses and replace their old motor with 
one of the new brushless models. The 
brushless motor is more expensive but 
has much larger bearings that are better 
able to withstand heat. 

Some annunciator lights do not work in 
night mode 
This issue is confined to the 310P. The 
problem is caused by a failed annunciator 
control box relay, which unfortunately, 
is not available new anymore. The only 
way to fix this is to replace the failed relay 
with a different relay, made by the same 
manufacturer as the original. Doing so 
is not dangerous, but some shops may 
refuse to do the work without an FAA field 
approval because the part is not original.
 
Cabin pressure dump 
Mirage or Meridian owners will almost 
certainly experience this thrill at some point 
if they fly their planes long enough. You 
will be flying along reading your MMOPA 
magazine when you experience, without 
warning, a complete and sudden loss 
of pressurization. Most likely, your squat 
switch has failed. You can confirm this by 
checking your Hobbs meter, and for those 
with later model planes, your transponder. 
If your switch has failed your plane thinks 
you have landed: the Hobbs will have 
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stopped and your transponder will have 
gone to ground mode. To immediately 
correct this, pull the cabin pressure 
dump circuit breaker. The cabin pressure 
will not come back immediately, but will 
repressurize only at the rate to which the 
controller is set. If you fly a JetProp be 
aware that the prop heat and lip heat will 
be inoperative with this circuit breaker 
pulled.  Once you are on the ground you 
will need to replace the squat switch. My 
observation is that switches tend to fail 
after about six years.  Occasionally, the 
squat switch is not the problem. I have 
found that the second most common 
cause for this scenario is that ducting has 
fallen off of the defog blower. Suspect this 
if you have just had your motor changed 
and/or the cabin gets cold. 

Electric flaps will not go back up 
Fairly often, I get calls from pilots reporting 
that their flap handle moves but the flaps 
will not respond. Simultaneously getting 
a flap light on your annunciator is a sign 
that your flap protection system has been 
activated due to an excessive amp load on 
the motor. The only way to regain control 
of the flaps is to pull and reset the flap 
reset circuit breaker. Once on the ground, 
you will need to do a little troubleshooting 
to determine the problem, but most likely 
that will be lack of lubrication on the flap 
mechanism or a failed flap current sensor. 
On many later Mirages and Meridians a 
defective flap actuator transmission may 
be to blame.  If the flaps will not move at 
all but the light is not coming on, your flap 
limit switch is either defective or out of 
adjustment. 

Heated windshield does not draw any 
amps
This is almost always bad news, since a 
costly windshield replacement is probably 
in your future. With replacement cost so 
high, thoroughly troubleshooting this 
problem is essential. I have seen cases 
where, during a glareshield installation, 
the power or sense wires to the windshield 
block have been broken. If this has 
happened repair may be possible. A bad 
controller is also a possibility. Either of 
these findings is a reason to celebrate. 
Sadly, much more likely is that the 
windshield has simply died. A correctly 
operating windshield should draw 13 
amps on low and 23 amps on high. 

Gar Kenyon hydraulic pump cycles 
excessively
This problem is most likely caused by a 
low accumulator. Keep in mind that the 
accumulator should normally be serviced 
every three to four months. Make sure 
your mechanic knows how to service the 
unit properly. Any time the accumulator 
is serviced with nitrogen, care must be 
taken to ensure that there is no hydraulic 
pressure on the system.  
Then service to 1200psi. 
Most of the time, the fast-
cycling will disappear. 
If the problem persists, 
there is probably internal 
leakage in the hydraulic 
system, requiring more 
troubleshooting.

Parker or Frisbee 
hydraulic pump cycles 
excessively
This usually indicates an 
internal leakage problem, 
probably with the pump. 
The Parker pump can be 
overhauled by Arizona 
Aircraft or replaced with 
a new or exchange Piper 
pump. Currently, Piper 
is the only source for the 
Frisbee pump. With either 
of these, bear in mind 
that the pump will always 
cycle much more often 
at higher altitudes and at 
cold temperatures.

A gear down light 
doesn’t illuminate on 
first extension even 
though gear is down
Most of the calls I get 
with this symptom are 
from people with Parker 
hydraulic systems. The 
phone calls dramatically 
increase during the winter 
because this problem 
is cold-related. Usually, 
either the down limit 
switch or its mechanism 
is sticking. Unfortunately, 
there is not much you 
can do about this. We 
have tried lubricating 
the actuator down limit 
switches and changing 
the hydraulic fluid, but 

nothing seems to be a reliable fix. 

So there you have this year’s winners. I 
hope you never experience any of these 
problems, but if so, just give me a call. I 
will be happy to go over the FAQs again.
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Unexpected Adventures:  
Part II

Travis Holland

Travis Holland provides ferry and training services for PA46 aircraft in the USA, Canada and Europe. 
You can visit his web site at www.holland.aero. 

It Was, Possibly, a Dark and 
Stormy Night

The trip should have begun like all the 
others.  I was to deliver a plane from 
Spokane to Europe, and then spend 
a couple weeks training some of my 
regular clients before returning home. 
 
A few gremlins, however, raised their 
ugly heads well prior to departure.  
A domestic trip a week earlier had 
ended in the destruction of my laptop 
following a gate check.  Gone with the 
laptop were my trip notes, flight plans 
and 300-page North Atlantic crossing 
manual developed on my previous trips. 
 
Also missing were my meticulously-
downloaded AIP files for all of Europe. 
The AIP is the official document that 
outlines the procedures for flying in 
the airspace of each country.  Initially, 
loss of these data did not cause any 
concern; I had flown throughout Europe 
all summer and did not expect anything 
new. Wow, was I in for a surprise. 

Sleep Depravation
With none of my usual documentation 
in hand to prepare for the trip, I got 
right down to work on the first night 
after traveling by airline to Spokane, 
Washington. For each leg I would need 
flight plans, weather briefing packages, 
airport briefing packages, catering, 
hotel reservations and ground handling 
arrangements to ensure that my 
copilot-client enjoyed a seamless flight. 
 
Day one would take us from Spokane to 
Grand Forks, North Dakota for fuel, to 
Michigan to visit the client’s family, and then 
on to Ottawa, Canada, for a short overnight. 
 
Since the customer’s internal clock was 
still on Europe time, and the stop in 
Michigan would add to an already full day, 
we agreed to start our adventure with a 

0520 departure from the hotel.  We did not 
part ways in the hotel lobby until10 pm the 
previous night, so I worked into the wee 
hours finalizing flight details.  My wakeup 
call at 0440 ensured that sleep deprivation 
would be a factor right from the start.  
Before taking my short rest, I watched a 
low pressure the size of Kansas move over 
Canada towards our north Atlantic route, 
causing a low rumbling of concern.  I forgot 
to make hotel reservations for Ottawa. 
 
So from Grand Forks, I made a phone call 
to request my usual hotel in Ottawa with 
minimal notice. Later, a cursory phone 
call from Michigan to confirm revealed 
a fully booked hotel. Luckily, I had sent 
the hotel manager a nice Christmas 
package of canned salmon eight 
months earlier. I agreed to pay double 
the normal room price for a suite, and 
the first hitch of the journey was solved. 

Monster Low
After an uneventful arrival in Ottawa 

followed by a late dinner, I retired to my 
hotel room for the most important planning 
of the trip: crossing the North Atlantic via 
Narsarsuaq, Greenland, one of the most 
hazardous transit airports in the Western 
world.  The monster low pressure system 
had hit the east coast of Canada and was 
moving right into our path. While the low 
was weakening, the system still posed 
a formidable obstacle.  I flight planned 
Ottawa to Goose Bay to Narsarsuaq to 
Keflavik. Fortunately, I was able to prepare 
from scratch all the flight plans from my 
aging memory.  But my replacement 
laptop contained none of my contact 
data for the trip.  After scrounging up the 
correct number, well past 1 am local time in 
Ottawa (5 am Iceland time), I sent a fax to 
Iceland  requesting hotel accommodations 
before crashing for a few hours of sleep. 
 
A morning taxi detour in a desperate 
search for coffee revealed a ghost town 
of shops closed at 5:30 am on a Sunday 
morning.  I carried on to Goose Bay with 
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minimal sleep and no coffee. Our quick 
turn in Goose Bay was busy.  We donned 
our stifling survival suits, assembled 
the survival kit, and armed the life raft. I 
briefed the customer on ditching and 
egress procedures should we need to get 
wet.  The nasty low pressure was now right 
over Narsarsuaq, but the weather was still 
above minimums. With a strong tailwind, 
a bad omen for southwest Greenland 
weather, we would reach the point of no 
return about 40 minutes from Greenland’s 
coast.  I kept the option of turning back 
to Goose Bay open as late as possible. 
 
Zero Zero
A weather check at the half-way point 
showed no deterioration, but a “few” 
clouds at 800 feet, well below the 
1400 foot minimum for the instrument 
approach should that become a ceiling.  
Even a few clouds situated between 
you and the runway on final approach 
can lead to a missed approach. 
 

At the point of no return, a final weather 
check on the sat-com showed the 
few clouds now down to 400 feet, 
with the ceiling a reasonable 3500 
broken above.  Although the decision 
to carry on seemed reasonable, the 
hairs were up on the back of my neck. 
 
We flew a constant descent profile that 
led us directly into the final approach from 
flight level 270, and as advertised, we 
descended through the broken layer and 
saw the runway at about 3200 feet and 
six miles out.  (see photo on next page)                                
 
The real surprise was on the walk to the 
general aviation terminal after shut down. 
Less than ten minutes after landing, 
I watched in shock as clouds settled 
over runway’s end, bringing ceiling and 
visibility to zero.  My heart pounded as I 
began to think how the situation would 

be different had we been successful 
in our search for coffee that morning. 
 
None of the options would have been 
particularly attractive.  We could have 
missed the approach and held to wait for 
improving conditions, virtually ensuring 
our inability to make the alternate 300 nm 
distant.  Or could we have made a quick 
decision to head for the alternate while we 
still had some fuel, knowing that we were 
fully committed with no further options 
available.  Or worse still, we could have flown 
my emergency approach, dropping into  
the fjord only to find zero zero conditions 
inside the fjord, with granite on all sides.  
 
I resolved to be much more respectful 
of “few” clouds in the future. Weather 
risk in a land of few alternates and low 
fuel is dramatically different than flying 
where both are abundant.  In many 
ways, flying in remote mountainous 
terrain is as risky as crossing the 
Atlantic. Only a few months after my 
flight, similar conditions would claim a 
JetProp in Sitka, Alaska, with fatal results. 
 
More Hot Water
Bad weather is by no means the only 
way to get into hot water flying airplanes. 
Later in the same trip, I arrived in southern 
Italy by airline for a couple days of 
flying.  I still lacked the AIP for Europe. 
 
Continuing the saga of luggage woes, 
I learned that my checked bags had 
decided to tour Rome and would not be 
having the pleasure of my company for 
the next portion of this trip.  While my 
bags were lost, I did manage to find my 
JetProp owner, who informed me that 
we would be making an overnight trip 
to Istanbul, Turkey.  We would return 
to claim my lost luggage the next day.  
 
That all sounded fine to me. On the 
walk to the general aviation terminal the 
pilot mentioned that he filed a flight plan 
to Croatia for some cheap jet fuel. He 
asked if I would mind running the flight 
plan to Istanbul.  Happy to comply with a 
reasonable request, I opened the laptop in 
the GA terminal and found some airways 
across Greece that fit our needs. Already 
I was useful, and we had not even been 
together one hour.  In congratulating myself, 
I completely missed an important clue. 

 

Clueless About PPR
Following a quick hop across the 
Adriatic Sea for a top off with JetA in 
Dubrovnik, we were en-route to Istanbul.  
Approaching the FIR boundary to Turkey 
we were handed off to Ankara Radar, 
which immediately requested our PPR 
number to enter Turkish airspace. I looked 
over at my co-pilot, who conveniently said 
he did not comprehend the radio call. 
 
I quickly transmitted a “stand by” while 
I set about translating “Prior Permission 
Required” to my hapless copilot.  I soon 
realized that absolutely no arrangements 
had been made for our trip, meaning 
we definitely had no PPR number to 
convey to the controller. We had enough 
fuel, however, to go back to Dubrovnik. 
 
Fully expecting to be turned around 
right then and there, I improvised a bit: 
“Ankara, we have spoken to company 
dispatch and they do not have any PPR 
number available.” I was surprised and 
a little concerned when the response 
came back on a simple “roger.”  
 
Forty-five minutes later we were landing 
at Istanbul International (LTBA). Ground 
control gave us taxi clearance, and then 
ominously instructed us to contact our 
handler to “work out your permit problems.” 
I acknowledged with a sinking feeling, 
knowing of course that we had no handler. 
 

We taxied into an eerily quiet GA ramp 
and parked between a G-3 and a G-4. 
Nobody was around. Exiting the aircraft, 
a fuel truck drove up. I was sure this 
was because we were about to be 
unceremoniously thrown out of the 
country, so I asked for full tanks and spent 
the next 15 minutes servicing the aircraft. 

cont. page 44 ►
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Unexpected Adventures:  Part II
(continued)

Signs of (Prison) Life
Fully fueled and paid, no other signs 
of life materialized so we walked the 
50 yards over to the GA terminal. We 
knocked on the locked ramp-side door, 
which was promptly opened by a Turkish 
policeman.  After we entered the building, 
I noticed with some concern that the door 
closing behind us had no door knob. 
 
In the two minutes that followed, security 
personnel came out of every door and 
hallway. We were surrounded by no 
less than 20 Turkish policemen, who we 
would quickly learn spoke no English at 
all.  However, being fluent in point and 
gesture, I followed their instructions and 
we took a seat. I began to have visions 
of growing a scruffy beard in a Turkish 
prison while subsisting on couscous. 
 
I used my customer’s cell phone and 
called back to the FBO at my home 
airport, conveniently 10 hours earlier by 
time zone.  Reception was quite good.  A 
friend answered the phone, and I asked 
him to look up handlers in Istanbul on 
the Internet in hopes of finding someone 
who could help us out of this jam. 
 
After a few long minutes he came back 
with a local contact number.  I thankfully 
copied down the lifeline and called up. 
I did not recognize the language of the 
gal who answered the phone, but after 
repeating my call sign several times, she 
asked how she could be of assistance.  I 
stated that I had just landed Istanbul and 
needed a handler.  She then identified 
herself as the airport authority and said 
“yes you do <click>” and hung up on me. 
 
I got up to speak with the security officer 
in charge and was in no uncertain 
gestures told to sit down immediately.  At 
this point we had been the object of 
curiosity for the Turkish security forces 
for about forty minutes. I was getting 
worried and running out of ideas.  
 
I attempted one final phone call to the 
FBO that I so often frequent in Ottawa.  
Fortunately, I recognized the voice 
on the other end of the line.  I briefly 
explained my situation and asked for a 
little help researching the international 
Acu-Kwik, which I knew to be tethered 
to a table in the weather room. 
 
Soon I had two other phone numbers with 

which to save our lives.  A call to the first 
was answered with an English “hello?”, 
which was a good start.  I explained 
we needed a handler for LTBA.  When 
asked when we intended to arrive, I 
sheepishly replied that we were already 
here.  Just seconds later a man appeared 
with a cordless phone. Our handler had 
been in the building the whole time! 
 
A few hundred Euros later, our permit 
problems were temporarily forgotten, 
our passports supplemented with a 
crew visa for the night, and hotel and 
dinner reservations made. Turkish 
prison had been narrowly avoided. 
 
Eurocontrol
At the hotel that evening, I logged on 
to the Eurocontrol website and read 
the AIP.  While my client had made 
the same trip without incident several 
years earlier, he had been in a German-
registered airplane. However, unlike 
EU-registered aircraft, N-registered 
airplanes need a five-business-day 
advance notice and prior permission 
to enter Turkish airspace.  My failure to 
have and read the AIP before the trip  
nearly ended in an international incident. 
 
Prior to departing the next day, we were 
briefly delayed as we had not obtained 
PPR to leave via Turkish airspace.  Is 

there another way out other than through 
Turkish airspace?  Our handler made 
the problem go away with more Euros. 
We were warned by our handler that the 
call sign was now on a Turkish black list.  
Normally we could receive same-day 
PPR from our handler’s company, but 
we would now need the full five business 
days to visit with that aircraft in the future. 
 
Preparation

This visit to Turkey had enough lack of 
planning to end in terrible failure. Only 
a fortuitous phone call to Ottawa and a 
handler in the building saved us from 
catastrophe. Yes, the trip was planned 
by another, and sprung upon me just 
moments before we were to depart. But 
I was PIC and can offer no excuse for 
failing to brief the entry and handling 
requirements for a new destination. I will 
not allow that to happen again.  Lesson 
learned.

Preparation 
is the key to 
successful 

travel.
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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.

Robert Chester
N4121K

Zephyr Cove, NV
Robert is an Attorney. He has a JetProp.

Joe Nelson
Asheville, NC

Joe has a JetProp. He is a Business 
Owner.  His company is Sunjax Ltd.

Paul Moreno
San Francisco

Paul says he is a “stay at home dad”.

Ronald Tennyson
Vandalia, OH

Ronald’s company is Stevens Aviation. 
He holds an ATP rating, and has over 

10,500 hours.

Warren Brown
Houston, TX

Warren is an Electrical Contractor. His
company is Landmark Electric.

Watson Felts
N10ST

Wilmington, NC
Watson has a Meridian. He has over 

775 hours.

Russell Mathews
Tampa, FL

Russell is an Investor. His company is
Signal Management Group, Inc. He 

has a Malibu and holds a Commercial 
License.

Douglas Seckendorf
N9126N

New York, NY
Douglas is a Physician. He has a Malibu

and has over 1000 hours.

James McCarthy
Centerville, OH

James is a Manager. No other 
information available.

Roy Moss
ZS OIK

Brisbane, Australia
Roy has a Mirage. He is Company 

Director of Ravine Properties Pty Ltd. 
He holds Single Engine and 7 Type 

Ratings.

Kent Riley
N5353V

Fulton, TX
Kent has a Meridian. He is an Attorney 

with Petro Resources I, LTD.

Guy Keats
Julia Creek
Australia

Guy is a Grazier - Cattle man. His 
company is RG Keats & Co.

Curtis Perry
Subic Bay Freeport Zone

Phillipines
Curtis is a Repair Station Owner. His

company is FFCS - APO.

Larry Jackson
Orlando, FL

Larry has over 1000 hours and holds an
Instrument rating. His company is

LoudMouth Golf.

Juerg Preisig
Sulgen, Switzerland

Herr Preisig is an Ingenieur at Joseph 
Egli AG.

Keith Hartman
Galloway, NJ

Keith is a Pharmacist. He has over 320
hours and holds SEL and Instrument 

ratings.
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Kevin Jennings
Burlington, IA

Kevin is a Doctor. His company is
American Eyecare. He has over 1800 

hours and holds IFR, SEL and SES 
ratings.

Gary Baczewski
N9131Z

Garden Ridge, TX
Gary’s company is Alamo Door 

Systems.  They are in the business of 
hangar and industrial doors. Gary has 
a Malibu and has over 3000 hours. He 
holds a Private license with SEL & MEL 

Instrument ratings.

Patrick Bowler
Tierra Verde, FL

Patrick lists his aircraft type as 
PA46-550 Malibu.

Jerry Trachtman
Melbourne, FL

Jerry is an Attorney.

Eric Saltzman
Cambridge, MA

Eric has over 3000 hours. His company 
is Evidence Films, Inc.

Thomas Nonn
Biberach, Germany

Thomas lists his occupation as 
“Medical”.

Steve Maehr
N3975C

Norcross, GA
Steve’s company is DJM Aviation 

Services, LLC. He is a Project 
Management Consultant. He has a 

Mirage.

Peter Salamon
Calgary, Canada

Peter has a JetProp. He is an Oil 
Executive with Accrete Energy Inc.

Eduardo Loigorri
Phuket, Thailand

Eduardo is doing some research on 
JetProps.

Douglas Gratzer
N955DG

Tucson, AZ
Douglas is a business owner. His 

company is International Towers, Inc. 
He has over 5500 hours and holds an 
Instrument rating. He has a Mirage.

Rick Bailey
N545J

Brecksville, OH
Rick is a Developer/Contractor. He has 
a Mirage. He has over 850 hours and 

holds SEL MEL and IFR ratings.

Jeremiah Wolsk
Washington, DC

Jeremiah is a Lawyer.

Lance Steinmann
Temecula, CA

Lance is self employed.

Debbie Kastner
N665KC

St Charles, MO
Debbie has a Meridian. she is retired.

Ross Westbrook
Pleasanton, CA

Ross is President of Primavera 
Marketing. He has a Meridian.

John Brewer
N5338M

Pensacola, FL
John is a Financial Advisor. He has a

Meridian. He has over 3000 hours and
holds a Commercial License with an

Instrument rating.

Michael Mims
N684KM

Conroe, TX
Michael has a Meridan. He is President 

and CEO of Imagi-Motive, LLC. He 
holds an Instrument rating and has 

over 500 hours.

Kent Wyatt
Tulsa, OK

Kent is a dentist. He has over 500 
hours and holds a Private license and 

Instrument rating.

Pierre Pelissier
N785HC

Paris France
Pierre is Managing Director for 

PinkSone. He has over 1000 hours 
and holds PPL and IR ratings. He has a 

Mirage.

Charles Churet
Wilen B Wollerau, Switzerland

Charles is an emplyee of Katzberg 
Invest AG. He has over 900 hours and 

holds PPL and IR ratings.

Herwig Leleu
Montanapark
South Africa

Herwig is an Engineer. He has a 
Meridian.

Harry Greisser
N47ER

Flanders, NJ
Harry is Manager of Wireless Network

Group. He has a Mirage. MMOPA
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by Thierry Pauille

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

On May 14, Air Journey launched the 
company’s first Around the World 
adventure, which we anticipate will span 
10 weeks across 24 countries and cover 
25,000 nautical miles. While I am sorely 
tempted to detail the scramble for landing 
authorizations, over flight permits, and 
other bureaucratic niceties necessary to 
make this voyage possible, I will control 
myself.  Instead, I will share more useful 
aspects of the journey that offer some 
deeper insight into the art of flying. Since 
this issue is devoted to avionics, we will 
start by reviewing what tools are available 
in the United States but notably absent 
elsewhere in the world. 

We have six airplanes joining us for this 
globe trot, which took 18 months to plan. 
Because Avgas availability can be limited 
at remote strips, only airplanes that take 
Jet A were invited to sign up. We mapped 
out the trip with legs no longer than 800 
nautical miles.  When we needed to make 
a few exceptions, intermediary stops 
were always available.  The Meridian and 
the JetProp are perfectly suited to these 
parameters. 

Weather and Avionics
Most pilots in the PA46 fleet have by now 
come to rely on weather in the cockpit 
in the form of onboard radar, sferics, 
NEXRAD, TAF and METAR, not to mention 
cloud tops, lightening strikes and distant 
ATIS reports. Unfortunately, these critically 
important data are not available outside 
our borders, with the exception of Canada 
and Puerto Rico.  Beyond that, you are 
out of luck. 

Given that reality, in order to prepare for 
the trip we researched and established 

an extensive weather information website 
dedicated to the Around the World 
Journey. Finding radar for Hong Kong, 
Korea, Thailand or even Dubai was 
extraordinary fun. You can access the 
same information that we do by going 
to www.AirJourney-weather.com.  Once 
there, click on the Around the World logo 
icon.  The availability of weather at these 
distant locations has been well received 
by journey participants, and has proven to 
be a useful tool for the organizer as well.  
The site is updated on a regular basis.

As with any system, some shortfalls crop 
up now and then, and we must carefully 
monitor the integrity of the data. Instead 
of being a pilot flying my own craft, I am 
responsible for the safety of the entire 
group. As if to prove that very point, we 
nearly ran into disaster on our first leg 
across the Atlantic.

Weather Glitches
With even a slow internet connection, we 
have access to the ADDS network, which 
provides TAFs and METARs on a constant 
basis for every airport in the world. We 
have learned to rely on the information.  
Unfortunately, we discovered the ADDS 
output is not always accurate. Due to 
system limitations, the forecasts penetrate 
little into the future.  As a consequence, 
the data have limited utility for long trips, 
which we discovered the hard way.  

Based on our briefing prior to leaving 
Quebec, and using information available 
before departure, we decided we could, 
in the same day, fly from Quebec to 
Goose Bay, refuel, go on to Narsarsuaq, 
refuel and finally reach Reykjavik before 
sunset. The prognosis charts, TAFs and 
METARs confirmed that the weather 
would cooperate. At altitude, we would 

Doing the Magellan
Part I: Avionics
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(continued)

Doing the Magellan Part I: Avionics
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have a tailwind as well.  Everybody looked 
forward to an uneventful crossing.

After I snapped some photos and waved 
good-bye, the group was soon underway.  
I am flying to Europe from Quebec the 
old-fashioned way, letting an airline take 
me there.  I decided on my ride back to 
the hotel to check the weather on my 
Blackberry just for one last paranoid look.  
Much to my horror I saw the forecast called 
for a blanket of fog over Iceland at the time 
of our group’s arrival. Using a satellite 
phone, I was able to reach the journey 
director to let him know that plans would 
change once he reached Goose Bay. 
The group enjoyed a comfortable night 
in Happy Valley at the Hotel North. They 
launched the next morning for Godthab, 
also in Greenland, in a cloudless sky, 
with tail winds and a VFR approach to an 
airstrip reminiscent of a carrier deck. One 
day later the gang flew on to Reykjavik 
with a uniquely cloudless view of the ice 
cap and numerous icebergs.  Except for 
a cloud deck on descent to Iceland the 
weather remained good. 

Weather Lesson Learned
The big question is how could the weather 
forecast be so wrong?  Well, ADDS was 
only offering updates on the TAF until 1200 
Zulu, which did not take into consideration 
the possibility of fog developing later in 
the evening, when in fact Mr. Dew Point 
met Ms. Ambient Temperature. Locals the 
next day confirmed that fog had indeed 
made a nasty appearance. In order to 
avoid similar problems in future crossings, 
we have now added Icelandic weather 
information to our weather website.  Those 
forecasts provide TAFs nine hours and 20 
hours in advance, allowing for better and 
safer decisions. 

Since we arrived in Reykjavik at a decent 
time, after lunch we organized for the group 
to visit Icelandic ATC, a busy and modern 
facility.   The staff there has a unique view 
of traffic across the Atlantic. Up to 15 
controllers work air space encompassing 
five million square kilometers.  As 
expected, mornings are busy with traffic 
going to the United States, and the night 

shift sees the reverse. Outside of these 
brief periods of peak activity, you see and 
hear little traffic enroute to Europe. No 
radar is available over much of the ocean, 
and everything is still done by hand.  
Clearance amendments can seemingly 
take forever to be approved.  Iceland also 
handles search and rescue, which is kept 
busy by pilots who take on weather in 
airplanes ill-suited to the task. Many pay 
the ultimate price for this mistake.

Communication Equipment
Before embarking, we gathered together 
an extensive supply of communications 
equipment. The most fun, new and 
reliable is the SPOT locator, which you 
have likely seen written up in various 
aviation magazines. The handheld device 
is a GPS locator activated by pressing a 
button that transmits a signal, via satellite, 
to a previously-registered email address.  
The message contains your precise geo-
coordinates and the time at which you 
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pressed the button. The recipient 
of the email can use the lat-long 
data to open Google Maps, 
giving your family and friends an 
easy means of pinpointing and 
visualizing your exact location in 
the world. We have been using 
these devices successfully in our 
journeys to track each takeoff 
and landing.  I like my ducks 
checking in. 

All participants carry a set of GSM 
cell phones for communicating 
anywhere in the world. I found a 
great company in England called 
SIM4travel (www.sim4travel.
com) that allows you to purchase 
SIM cards for GSM phones, for 
those with handhelds that can be 
unlocked. You can receive calls 
in many places in Europe at no 
cost to you.  And any outgoing 
calls you make will be at a 
fraction of the cost of what a U.S. 
carrier would charge.  We also 
carry a sat-phone, which can be 
used to communicate in flight if 
necessary. 

Moving On
As we continue our trek around 
the globe, more stories will follow.  
Europe, the Mediterranean, the 
Middle East and the rest of the 
world beckon, and I look forward 
to regaling you with our tales 
of adventure.  In the meantime, 
more news about our journey 
can be found on our blog at www.
AirJourney.com/blog.

(continued)

Doing the Magellan Part I: Avionics
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M•MOPA Classifieds

FLORIDA SPRUCE CREEK FLY-IN
America’s Premier #1 Fly-in and Country Club
Gated Community with it’s own Airport. 4,000”
paved lighted, east/west runway, paved taxi-
way, 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

GPS Manuals
A Pilot-friendly manual is now available for 
the WAAS Version of the Gamin G1000. 
Our task-oriented manuals are simplified 
directions that lead you step-by-step through 
all the GPS operations. This manual explains 
the entire contents of both the PFD and 
MFD along with all the soft keys. An Index 
supplements the Table of Contents. Using 
our manuals with the units or trainers is the 
fastest and easiest way to learn. Our library 
also includes: The Garmin GNS 430, 430W, 
480, 530, 530W, GPS on the G000, GPSmap 
295, 296, 396, and 496, Bendix/King’s KLN 
89B/94, 90B, and 900. G1000W is $53.95, 
IFR models $44.95 and Hand helds $39.95. 
Add $6.00 for S & H. Other than U.S. add 
$6 more. ZD Publishing, Inc., PO Box 3487, 
Wichita, KS 67201, 888-310-3134. (In Kansas 
316-371-3134) www.zdpublishing.com 

2008 MMOPA Convention in Dallas, TX
September 24th - 28th
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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 31-November 1, 2008
Olathe, KS
Johnson County Executive Airport (OJC)
Piper Host / FBO: Kansas City Aviation 
Center, Inc. (KCAC)

November 14-15, 2008
Scottsdale, AZ
Glendale Municipal airport (GEU)

SAFETY SYSTEMS / MAINTENANCE SESSIONS:

August 8-9, 2008
Driggs, ID
Driggs-Reed Memorial Airport (DIJ)

October 17-18, 2008
Fredericksburg, TX
Gillespie County Airport (T82)

Events Calendar
18th Annual Convention
September 24-28, 2008
Dallas, TX

Helpline ...
620-728-8634

September 12-13, 2008
Groton, CT
Groton-New London airport (GON)
Piper Host / FBO: Columbia Aircraft Sales, 
Inc.
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