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M•MOPALetter from the Editor

Piper and the Future of 
Aviation

Given the importance of Piper to the 
future health of our fleet of PA46 aircraft, 
the sale of the company warrants special 
attention.  For that reason I have included 
in this issue as a feature article a review 
of recent events, unedited in the original 
voice of the author.  The fascinating story 
reveals much about Piper specifically 
but is applicable more generally to all of 
aviation.  The vulnerabilities of GA are 
clear, but so too are the resilient qualities 
of an industry that is critical to the normal 
functioning of our economy.

Excuse Me?  How Much 
Does That Cost?

That was my question when I was certain 
that I had heard the quote incorrectly.  

My wife Sally and I are flying our JetProp 
across the Atlantic for a two week visit to 
Scotland.  We completed the trip to Europe 
two years ago and decided we wanted to 
spend more time in survival suits.

One requirement, among many, is that 
the airplane be insured to comply with 
the myriad rules and regulations of the 
European Union.  That means adding 
a rider to my existing policy to comply 
with the coverage demands, including 
outrageous hull and liability limits.  Two 
years ago we paid something like $1800 
for a 30 day rider.  Fortunately I was sitting 

down when I learned that this year I would 
have to pay $3500 for the one month of 
additional coverage.  Yes, you read that 
right.  About 50% of my annual premium 
for a mere 4 weeks of insurance.

The charge is beyond outrageous and 
unreasonable and into the territory of 
nauseating.  I am already too committed 
to this summer’s trip to protest in any 
meaningful way.  But I know that unless 
this legal form of theft is rescinded, I will 
not again be flying my airplane to Europe.   
At some point the transaction shifts 
from commerce to “protection” offered 
by Guido and a baseball bat.  We have 
crossed that threshold to extortion.

Atlantic Crossing

Being a glutton for punishment, and 
seeking the fashion statement offered by 
survival suits, my wife Sally and I are going 
to fly across the Atlantic one more time.  
John Mariani is leading the expedition 
with two other airplanes.

An Ill Wind

Nobody wants to hear me complain, yet 
that has never previously stopped me 
from doing so.  And so I continue the 
annoying tradition here.  You will read this 
like you look as you pass an accident on 
the highway; you just cannot help yourself.  
On July 16 I flew west from Austin, Texas, 
to Carlsbad, California into a 45 knot 
headwind.  On July 22 I returned home, 
flying east from Carlsbad to Austin in a 
10 knot headwind.  On July 26 I flew east 
from Austin to Washington, D.C., in a 45 
knot headwind.  On July 29 I flew west on 
my return flight into a 35 knot headwind.  
Do I detect a trend?  Can I get a witness?  
Can I get some sympathy?  

Do tailwinds actually exist or are they 
some cruel urban myth?  I am beginning 
to think that any wind not directly off 
the nose belongs in the category of 
Sasquatch, Yeti, and the monster in Loch 
Ness.  I’ll believe such a thing exists when 
I see the elusive creature with my own 
eyes.  Until then I think all this talk of “tail 
winds” should stop so as not to frighten 
the children.

Transportation Efficiency

I am currently on a speaking tour to 
promote a book recently published. I write 
this from a hotel in the nation’s capital on 
a Saturday morning.  Yes, you should feel 
guilty about that because I’m pretending 
to be editor instead of studying for my 
presentation this afternoon.  In any case, 
my schedule demanded that I visit the 
following cities in the following order, 
all within a short time:  San Diego, San 
Francisco, Los Angeles, Washington, D.C. 
and New York.   The back and forth up 
and down the coast of California would 
have been an uncomfortable burden and 
logistical nightmare using commercial 
aviation, but was nothing but a simple 
and easy affair in the JetProp.   My trip 
to D.C. from Texas would beat any 
airline, particularly on a day when almost 
every major hub was being pounded by 
thunderstorms.  I probably forgot to tell 
you that I had headwinds coming out 
here, so I’ll mention that here.  I’m just 
saying…  In any case I was able to avoid 
those ugly lines and exploding clusters of 
CBs using the magic of NEXRAD, sferics 
and on-board radar, and the flexibility of 
landing whenever and wherever I want for 
fuel and weather avoidance.  I arrived in 
the capital without much ado in spite of 
a nation covered in red and dark green, 
never getting within 50 miles of a cell.  
From here I fly home for a few days and 
then back to New York.  General aviation 
working well is a thing of beauty.  Even 
with head winds.

Having completed the journey once 
before, much is familiar and comfortable 
as I prepare for the trip to Scotland.  What 
is novel and different for me is eAPIS, the 
new electronic U.S. Customs process 
for leaving and re-entering the United 
States.  Just when I had the old system 
down cold, I need to learn something 
new.  I have not flown out of the country 
since the new system became active so 
I am for the moment an eAPIS virgin.  In 
the next issue I will detail my deflowering 
so that those of you who enjoy traveling 
internationally with the PA46 can avoid 
whatever mistakes I will inevitably make.

Jeff Schweitzer
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Note from the President
Interesting Times

Piper News

MMOPA and Piper have enjoyed good 
and synergistic relationships in the 
past few years.  Piper now participates 
regularly in our Board meetings.   Bob 
Kromer represented Piper honestly and 
constructively at our September 2008 and 
April 2009 meetings.  The current world 
economy has definitely affected Piper.  
Bob reported reductions in staff and 
production, and continuing progress on 
the Piper Jet.  In early May we learned that 
Imprimis, a company based in Bangkok 
and Singapore, bought Piper.  They 
apparently plan to complete the PiperJet 
and continue to support the Piper fleet 
of more than 90,000 aircraft.  They later 
announced that President and CEO Jim 
Bass will be replaced by former VP of 
Engineering, John Becker as President, 
and former VP of Operations, Kevin 
Gould, as CEO.  Jim Bass and his team 
were essential to our improving relations, 
and to the improved customer service and 
product support that we now enjoy.  I hope 
that Imprimis will embrace these qualities 
and continue to improve Piper’s service 
and customer support, while rebuilding 
sales.  Jim Bass contacted me immediately 
after the sale was announced and assured 
me of Piper’s continuing commitment to 
quality and service.  MMOPA is ready and 
anxious to continue the constructive path 
that we have been walking.     

Board Activities

The agenda for our April 18 Board meeting 
was full and productive.  The Grand Hyatt 
Hotel at DFW was reasonably priced 
and convenient for travel.  We devoted 
much time at our April Board meeting to 
the development of a robust academic 
program for the 2009 Scottsdale 

Convention.  Bob Kromer offered many 
suggestions that build on Piper’s relations 
with the major avionics vendors.  Doug 
Leet and his academic committee are 
organizing an outstanding program.  We 
look forward to greeting friends and many 
new Malibu, Mirage, Matrix, Meridian, and 
JetProp owners and pilots.  This will be 
our best convention yet.    

The Board is a working group of 
professionals who are committed to 
aviation safety and to improving MMOPA.  
I feel privileged to be a member.  Please 
read the summary of the key actions at this 
meeting below.  I encourage you to come 
to the October membership meeting at 
the Scottsdale convention to meet all the 
Board and other MMOPA members, hear 
our reports, and participate in MMOPA’s 
activities and missions.  Do not miss 
this great travel, educational, and social 
event.

Boston Trips

I have a particular affection for Boston 
and the Edward Lawrence Logan Airport 
(KBOS).  My first landing there was on 10 
September 1965.  I had graduated high 
school that June and, to my amazement, 
my parents let me spend all my summer 
earnings on flying.  In July and early 
September I earned a commercial license 
and an instrument rating.  My Dad was 
chief pilot for Ronson Corporation.  It did 
not dawn on me that our frequent flights in 
Ronson’s Beech A80 Queen Air had a goal.  
I accepted Dad’s offer to fly the Queen 
Air to Boston to start my MIT education, 
and did not ask why he had me file a 
flight plan to Westfield, MA (KBAF) on the 
way.  My light bulb finally turned on when 
I met the FAA examiner.  A few hours later, 
with my brand new multi-engine rating 

in my pocket, I landed at BOS and took 
the bus and the MTA trolley to MIT.  That 
experience and the subsequent college 
years were great.

In the summers of 1967 and 1968 I flew 
for Executive Airlines, a BOS-based 
commuter airline that served New England 
and LaGuardia.  My flying experiences 
in twin Commanders, King Airs, and De 
Havilland Twin Otters were terrific.  I was 
dead last on the pilots’ seniority list, but 
that did not affect my enjoyment of the 
work and the flying.  In April 1967 I met 
Bonnie on a blind date.  We flew a Cessna 
172 to Katama Airport (1B2) on the 
southeast corner of Martha’s Vineyard.  
That day on south beach was fun, and 
our relationship developed well.  We have 
been married for thirty nine years, and 
our flying adventures and friends keep 
growing.  

Our daughter, Lynda, did her graduate 
work in American History at Brandeis 
University in Waltham, MA.  We flew to 
visit her there many times.  I enjoyed 
the opportunity to fly to Boston again to 
attend her Ph.D. graduation in mid-May.  
Bonnie’s brother, Art, took an airliner from 
San Diego to RDU to fly with us in the 
Malibu.  Art was a Marine F-4 navigator 
and then a GPS applications engineer.  
We stopped in Ithaca, NY, to give Lynda’s 
friend, Kendra, a ride from Cornell 
University.  This was Kendra’s first general 
aviation flight.  You can imagine our pride 
and joy at recognizing our daughter’s 
accomplishments.   We all enjoyed the 
comfort, convenience, and efficiency of 
the Malibu.  

Our most recent Boston trip was three 
weeks later, for my 40th MIT reunion.  
We flew there at FL 230, above all the 

Jim Yankaskas
Jim is a Professor of Medicine in the Pulmonary and Critical Care Medicine Division at the University 
of North Carolina at Chapel Hill.  He directs the Medical ICU and the Critical Care Medicine Program.  
He has researched and written extensively on pulmonary diseases and is an expert on cystic fibrosis in 
adults.  A graduate of M.I.T. in Aeronautics and Astronautics, Jim received his Master of Science from 
NYU and worked for five years as an Analytic Design Engineer at Sikorsky Aircraft.  Later, he received 
his MD from the University of Connecticut.  He completed residency training in Internal Medicine at 
UNC-CH and fellowships in pulmonary medicine at Duke University and UNC-CH.   Jim cut his first 
tooth on the tailwheel of a Model 18 Twin Beech, soloed at sixteen, and received his private pilot’s 
license on his seventeenth birthday.  By age eighteen, he had a commercial license with multi-engine 
and instrument ratings.  He has been active as a CFI since 1966 with single and multi-engine land, 
instrument airplane and glider ratings, and holds an ATP certificate.  He started flying a Piper Malibu in 
1987, has more than 1600 PA-46 hours, and enjoys fostering aviation education and safety.  Jim can 
be reached at: pwsjry@med.unc.edu
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rain, and enjoyed a 30 knot tailwind.  It 
was wonderful to renew friendships 
with classmates, fraternity brothers, and 
cross-country teammates, and to walk the 
streets that Bonnie and I had frequented 
during our courting years.   Our 1984 
PA-46 Malibu (with a Continental TSIO 
520-BE engine and a three bladed prop) 
is substantially nicer and faster than the 
Cessna 172.  I never cease to wonder 
how perfectly family, friends, familiar 
places, and a great airplane combine to 
make our lives so rich.  I am sure that you 
all have comparably rewarding aviation 
experiences, and I want to hear about 
them.  I look forward to seeing you in 
Scottsdale.  

Board Actions: April 2009 

The MMOPA Board held its annual meeting 
at the DFW Grand Hyatt Hotel on April 18, 
2009.  All Board members participated 
in person or via telephone.  Bob Kromer, 
Vice President of Marketing, attended as 
Piper’s representative.  Here are the key 
discussion and action items.

The economy1. .  There are valid 
concerns for MMOPA.  The member 
number is stable, after several years of 
steady growth.  MMOPA’s convention 
reserve provides flexibility to continue 
our safety and training missions.  The 
Board decided to proceed with the 
2009 convention, and to balance 
income and costs. 
 
Piper activities2. .  Bob Kromer reported 
that Piper is adjusting their business 

to survive.  The new fuel sender units 
are in operational testing in several 
MMOPA member airplanes.  The 
runway excursions appear to have 
decreased after Piper’s education 
efforts. 

Website3. .  Webmaster Tom Kieffer 
reported that the MMOPA Website and 
the Vendor Forums are functioning 
well.  

Scottsdale Convention4. .  Planning 
for the October 29-31 is on track.  
Convention coordinator Bill Alberts 
has arranged superb facilities and 
activities.  Academic program chair 
Doug Leet solicited suggestions 
and will use the expertise of 
the neighboring Embry Riddle 
Aeronautical University (ERAU) to 
create a high quality program.  Bart 
Bartlett, John Kihm and others are 
improving publicity to augment our 
member communications and to 
increase attendance.

Matrix5. .  MMOPA enthusiastically 
welcomes Matrix owners and pilots.  
MMOPA and Piper will provide 
many Matrix-specific features at the 
Scottsdale convention.  

Safety and Training Foundation6. .  Mona 
Rathmel reported that MMS&TF 
operations are thriving.  Attendance 
at the pilot and maintenance sessions 
has increased and the performance 
reports remain high.

Conflict of Interest7. .  The conflict of 
interest committee, led by Randy 
James, has produced an effective 
policy that will be presented to 
the membership after review and 
approval by the Board.  

Member Survey8. .  The 2008 survey, 
organized by John Kihm, provides 
an objective analysis of member 
characteristics and desires.  The 
Board uses these data to guide 
decisions, and plans a repeat survey 
in 2-3 years.  

Return to Service Manuals9. .  These 
updated versions cover each PA-46 
model and have recently been 
completed.  We plan to distribute one 
to each MMOPA member, and offer 
additional copies at a break-even 
price.  

Magazine10. .  Editor and Board member 
Jeff Schweitzer reported that the 
magazine remains viable, despite a 
significant decrease in advertising 
revenue.  The Board commended its 
consistently high quality.

11.  Ombudsman.  Doug Leet reported 
that activities have been light, and 
thanked Bob Kromer for facilitating 
these communications.  
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Views from a JetProp

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. 

Travis Holland

As with any aircraft purchase, the pre-
buy test flight is an essential element in 
evaluating a JetProp before parting with 
your hard earned money.  Through careful 
observation and closely checking all 
essential systems, you can be much more 
confident in your purchase.  

The most common systems in which 
defects are often observed are icing, 
pressurization, avionics and stall warning. 
However the performance of the aircraft 
at maximum altitudes also should be 
carefully evaluated. These checks 
supplement but do not replace a careful 
mechanical pre-buy inspection, including 
visual borescope inspection.

Autopilot

Do the complete set of ground checks 
before takeoff including the prop over-
speed governor and the autopilot 
expanded ground checks. Defer the icing 
checks until in-flight. Make sure to observe 
that the pitch servo will move the yoke 
and does not actuate the auto-trim until 
you override the yoke with arm pressure.  
There is a torque limiting feature on the 
pitch servo which powers the trim servo 
to relieve control pressure. Most STEC 
installations I see move the auto-trim 
almost immediately, which will lead to an 
over-active pitch trim and porpoising.

The King autopilots rely on the King KI256 
attitude indicator for pitch and roll attitude 
information, and the function/calibration 
of this instrument is essential. To test this 
instrument, climb to a VFR maneuvering 
altitude in the low-teens and set power 
at about 500 pounds of torque.  Adjust 
the rudder trim to center the ball and set 
rudder trim, then ensure that your fuel 
is balanced enough to hold wings level 
hands off.

Then engage the autopilot in ALT and 
HDG modes.  Does the autopilot hold 
the center of the HDG bug?  Note your 
ground track on the GPS. Now deselect 
HDG mode, which places the autopilot 
in the “natural” lateral mode of ROLL. 
Does the aircraft hold perfectly wings 
level in roll mode?  Does the aircraft 
ground track remain stable?  Any “lean” 
or continuous change in ground track left 
or right indicates either a problem with 
the calibration of your autopilot and flight 
director (hopefully) or that your attitude 
indicator is getting old and may require 
an overhaul.  Other symptoms of this 
problem are the autopilot holding one 
side of the heading bug or maintaining 
a full dot of left or right deflection when 
tracking a localizer course inbound. The 
STEC autopilots use the turn coordinator 
for roll information and the above check 
does not apply.

Icing Equipment

Next, check the icing equipment. I prefer 
to check the icing equipment in flight 
rather than on the ground as it is possible 
to damage the powerful JetProp icing 
equipment during extended ground 
checks in warm weather.  In normal VMC 
flight you will have the pitot heat on and 
all other icing systems off. Watch the 
amps indication (you may need to turn 
the strobes off for a stable indication).  
First pull and reset the P3 circuit breaker, 
which heats an air line that allows the fuel 
control unit to manage the acceleration of 
the engine.  You should see about a three 
amp drop with the P3 heat disabled. 

Then pull and reset the left and right pitot 
heat breakers in sequence.  The amp draw 
should drop by 5 amps with one pitot heat 
breaker pulled. PA46-350P installations 
should also illuminate yellow “LEFT and 
RIGHT PITOT OFF/INOP” annunciators. 
Next check the windshield heat (this check 
applies to heated windshield only, not hot-
plate). You should see 18 amps increased 
draw on low and 23 amps draw on high.  As 
our editor will verify, defective windshields 
cost around $25,000 to replace.  You 
get a preview of the bad news with an 
observation of 14, 10, or 5 amps on the 
low setting, which means you most likely 
have a partially inoperative windshield 

So You Want to Buy a JetProp? Part II

De-ice control switches
Autopilot in ROLL and PITCH (natural) 

modes

KI256 under autopilot calibration on 
bench
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heat. This is extremely common and easy 
to check. 

Now press the button to actuate a cycle of 
the boots.  A complete boot sequence is 
three six-second inflations of first the tail, 
then the bottom of the wing, then the top 
of the week.  Check for a green “SURF DE-
ICE” annunciation at the apex of each of 
the three cycles.  The annunciator is driven 
by high pressure limit switches and not 
observing the three green annunciations 
may indicate that you are not achieving 
the desired internal boot pressure.  Your 
de-ice valves in the nose baggage may 
need to be cleaned.  After boot operation, 
check that the boots have fully deflated.  It 
is not uncommon to have a pressurization 
leak from the airframe that leaves the 
boots partially inflated in flight.

The next check is of the prop and inlet 
de-ice system.  First, test the prop heat 
ground test by pulling the CABIN PRES 
circuit breaker. Turn on the prop ice and 
no draw should be indicated. Then press 
the prop heat ground test button four 
times for about 2 seconds each press and 
observe the amp draw.  You should see 
23, 23, 29 and 29 amps in sequence.  Next 
turn the prop heat off, reset the CABIN 
PRES circuit breaker and locate an easy-

to-use timer like the one found on your 
ADF. Turn your prop heat on and reset 
your timer, and note your amp indications. 
You should see four 66 second cycles 
of 23, 29, 23 and 29 amps respectively. 
While plus or minus one amp is no issue, 
all other function must be correct. Many 
times I see flickering amp indications, 
which point to dirty prop de-ice brushes 
as well as timer issues.

Stormscope™

At this time check your Stormscope™ or 
whatever sferic device you have on board. 
Many airplanes have broken or static 
wicks of incorrect length, which manifests 
as “ghost strikes” at one o’clock and/or at 
seven o’clock. This is an easy item to fix 
on the ground.

Stall Warning

Next deploy the gear, reduce power, and 
initiate an approach-to-a-stall with flaps 
up. You should hear a gear warning horn 
five knots or so above the stall speed 
and before any buffet or stall break sets.  
Many Mirages have stall warning systems 
damaged from Bonanza-style wiggling of 
the stall tab on the wing by well-intentioned 
pilots and passengers. This is verboten in 
the PA46-350P stall warning system. With 
the stall system checked, get a clearance 
to climb to flight level 270. 

VSI and Altitude Capture

Use the autopilot with the pre-selector 
set at a 1000 FPM vertical rate.  Note the 
indications of all VSIs in the panel. Then 
use a stopwatch to time how many feet are 
gained in exactly one minute and you will 
have an objective view on the accuracy of 

the pre-selector and VSIs.  Finally, verify 
that the final altitude captured by the 
autopilot results in a 27,000 foot indication 
on the altimeter (29.92 of course), and a 
FL270 indication on the transponder.  Any 
deviations here should be noted and can 
easily be adjusted on the ground.

Engine Performance

After you get above all the clouds, turn 
the Ice Door to the OFF position (blue 
annunciator), still climbing. There are two 
important checks here. First, in level flight, 
the engine should make 900 pounds of 
torque and about 170 KIAS at a density 
altitude of 27,000 feet (viewable on your 
Shadin) without exceeding 740 ITT. In 
warmer weather, the 27,000 foot density 
altitude may occur at FL260 or FL250, in 
which case do your power check there. 
You should also see a KTAS on the 
Shadin of 260 knots plus or minus 3 knots 
depending on temperatures aloft.  These 
numbers apply to -34 and -35 engines; 
-21 engines have lower temperature 

Power turbine and flange covering 
propeller gearbox

Prop ice brushes

Shadin showing full speed cruise

Power quadrant showing FL270, 950 TQ, 
ITT735 

Outflow valves in avionics bay

cont. page 16 ►
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limits and less power output at altitude. 
The MT composite prop is perhaps three 
KIAS faster than the earlier props, but this 
difference is only slightly noticeable in the 
above performance check.

Pressurization

For your last high altitude check, turn 
your pressurization controller down to 
FL230 (intentionally requesting over-
pressurization). With the cabin rate 
needle stable at zero, note the maximum 
differential obtained. You should get 5.5 
PSI and close to a 9,500 foot cabin.  Any 
failure to achieve max differential should 
be noted. Failure to reach maximum 
differential at high power settings often 
indicates dirty pressurization outflow 
valves rather than raw cabin leaks. 
Next check the cabin’s ability to hold 
pressurization at reduced power settings.  
The cabin is always leaking a little bit, so 
this check will see how much you can 
reduce the inflow of pressurized air before 
the leaks overcome the pressurization. 
Set 600 pounds of torque and look for any 
climb in the cabin rate needle. If zero rate, 
reduce to 500 pounds, then 400 pounds, 
then 300 pounds.  A tight PA-46 cabin 
should hold pressurization easily to 400 
pounds and the best cabins will hold or 
climb very slightly at 300 pounds torque.  
Having a tight cabin that makes maximum 
differential is important, or you will have 
cabin dumping occur during normal 1500 
fpm descents.

Instrument Approaches

Fly a coupled ILS (and WAAS GPS 
approach, if equipped) on your return 
from the test flight.  Pay particularly 
careful attention to localizer tracking 

inbound, and normal glide slope capture.  
Leave the autopilot coupled all the way 
to the decision height and watch for any 
unfavorable pitch oscillations during the 
last mile of the approach. The narrow beam 
width on the end of an ILS is an excellent 
test for autopilot pitch performance.  A well 
calibrated and properly adjusted autopilot 
will not show any unpleasant indications 
during this most critical time of your 
approach. Does the flight director snugly 
nest with the command bars during the 
approach? Any sustained gap between 
the command bars and flight director 
should be adjusted out, and the autopilot 
calibrated afterwards.

Buyer Beware

While there are certainly more things that 
can be checked, the above items will 
uncover the most common and expensive 
pilot-observed defects.  These simple 
checks will give you a great list of items 
to discuss with the mechanic who will be 
performing your pre-buy inspection.

For new buyers of used JetProp aircraft, 
I strongly recommend here as I have 

 KI256 out of calibration

JetProp during maneuvers

JetProp pilot John McGwynne focusing 
on his checks

done in the past the use of a qualified 
pre-purchase service.  Choose one that 
fits your needs and personality.  I have 
had great experiences with Bynum and 
Associates, but ask around and you can 
find others as well. The investment in a 
good expert pre-buy test flight will pay for 
itself many times over during the first few 
months of operating your new JetProp.

Views from a JetProp
(continued)
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Piper Aircraft today stands at the threshold 
of a future that few would have foreseen 
just a few short months ago.  The irony 
is that at a time when the world is facing 
the worst economic downturn in recent 
history and General Aviation is fighting for 
its life – both economically and politically 
– Piper is poised to finally realize its true 
potential.

To say that a lot has happened to Piper this 
year would be a classic understatement.  
On May 1st, Piper executives announced 
that the company’s  previous owner, 
American Capital Ltd., had sold its 100 
percent stake in the company to Imprimis 
– a corporate finance and investment 
management firm that operates from its 
offices in Bangkok, Singapore and Brunei 
Darussalam.  

At first blush, many observers concluded 
that the acquistion was yet another in 
the many ownership transfers Piper 
has experienced in its 72-year history.  
The reality, however, was that the Piper 
purchase held out the promise of much 
more than business as usual.  The 
acquistion was what  Imprimis and 
Piper executives described as “a private 
transaction that aims to secure the long-
term success” of the company.

“The Imprimis acquisition was a major 
milestone for us – one that has been a 
boon for the company and its future,” 
said Piper Chief Executive Officer Kevin J. 
Gould, who succeeded James K. Bass as 
CEO when Bass left at the end of June to 
pursue other endeavors.  “Over the years, 
Piper has had many owners, but few saw 

the strategic value of this iconic company.  
In recent history, Piper was often owned 
as an investment that could be enhanced 
and sold for a profit.  But now, with 
Imprimis and its strategic sense of what 
Piper can be and how it can grow, we have 
owners the likes of which we haven’t seen 
since the days when Bill Piper owned the 
Company.”

Imprimis Managing Partner Stephen W. 
Berger pointed to Piper’s substantial track 
record, the respect the company enjoys 
within the General Aviation industry and 
its excellent management team as being 
among the primary reasons it acquired 
Piper.  To be sure, Imprimis’ confidence 
in the existing management team was 
perhaps most evident in its promotion 
of Gould, who was previously Piper’s 

Piper Aircraft … 
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Vice President of Operations, to the top 
management spot,  and former Vice Presi-
dent of Engineering, John D. Becker, to 
President of the Company.

“We evaluated a number of other 
candidates before selecting Piper,” Berger 
said.  “Our selection of Piper came down 
to the company’s management.  The 
leadership team at Piper is highly talented 
and experienced, and their bench is 
deep.  We especially like the fact that 
they operate well as a team 
and in our view they have the 
capacity to lead and manage 
a larger enterprise than what 
Piper is today.    We intend 
to support them in achieving 
that goal, which will involve 
growth in both their core 
home market here in the USA 
but also in our focus area 
in Asia. Piper’s capabilities, 
its excellent dealer family 
and extensive customer 
base, coupled with Imprimis’ 
capability to provide financial 
support, our dedication to 
growing the companies we 
invest in and our contacts 
within Asia provide fertile 
ground for Piper to expand 
its business.”

What immediately caught the attention 
of the aviation press were the operative 
words Imprimis used to describe its 
acquisition of Piper:  Piper is first and 
foremost a “strategic investment” for 
Imprimis.  As Berger said in no uncertain 
terms, Imprimis’ commitment is clear – it 
would commit “significant resources” to 
Piper’s growth and development in order 
to ensure that the company would be 
prosperous and a formidable competitor 
within General Aviation. 

Writing in his column, Left Seat, J. Mac 
McClellan, Editor-in-Chief of Flying mag-
azine, complimented Imprimis on its 
purchase and foresight.

“It’s been a long time since Piper had 
owners who really wanted to be in the 
airplane business,” McClellan wrote, “but 

that appears to have changed now that 
it has been purchased by Imprimis. This 
investment firm from Asia Pacific admires 
Piper’s long history, its lineup of models, 
its track record of international success 
and its new developments. Imprimis sees 
a future for Piper and general aviation, not 
just an investment opportunity.”

McClellan underscored that Imprimis has 
been quick to grasp the potential Piper 
has to inherit its original birthright.

“Imprimis can propel Piper into a dominate 
aviation force over a big chunk of Asia 
Pacific while continuing to provide the 
financial support, and time that it takes to 
keep Piper competitive in the established 
aviation markets,” McClellan continued.  “I 
am convinced there is a market for single-
engine jets, and the PiperJet promises to 
be competitive so long as its development 
is funded and given the time it takes to 
mature. The sales success of the Matrix 
again demonstrated the strength of the 
PA-46 family with the Meridian leading 
the way. And the Cherokee family of basic 
piston airplanes are proven winners in 
flight training.

“I have lost count of how many times 
Piper has changed owners since the 
founding family, or in what order those 

owners came and went, but it seemed 
that each new buyer saw it as little more 
than a glamorous widget maker that may 
make a quick buck,” he wrote.  “Like the 
prophet who is ignored in his own land, 
Piper is not fully appreciated here, but in 
an area like Brunei and the rest of Asia 
Pacific that is building an aviation industry 
from the bottom up, it’s possible to see 
Piper for what it is—a company of great 
and proven capabilities that can provide a 
solid foundation for growth.”

That is just what Imprimis 
plans to do.  And it has 
the resources with which 
to do it.

“The transaction was 
financed entirely by 
equity funds under the 
management of Imprimis 
and did not involve 
either Piper or Imprimis 
taking on any debt,” 
said Imprimis Managing 
Partner Berger.  “Piper 
was almost debt free at 
the time of its acquisition 
by Imprimis, and we 
think that is the right 
balance sheet model for 
the current economic 
environment.”

Imprimis is the manager of an investment 
company called the Imprimis Strategic 
Investment Corporation (NBD) Sdn Bhd (or 
“ISIC”).   ISIC enjoys a capital commitment 
of $310 million in Singapore currency from 
the Brunei Ministry of Finance, which is 
equivalent to approximately $210 million 
in U.S. funds.

“The investment into Piper was the first 
investment that ISIC has made,” Berger 
said.   “Because the Piper investment 
exceeded the transaction limits that 
we impose on ISIC, we asked for and 
obtained a separate co-investment 
commitment from the Ministry of Finance 

cont. page 22 ►
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in order to complete the transaction.    
This co-investment is outside of the 
$310mm capitalization of ISIC and is also 
managed by Imprimis.    Therefore, it is 
correct to state that the entire capital for 
the purchase of Piper was sourced from 
the Ministry of Finance of Brunei. 

“The mandate that ISIC holds from the 
Ministry of Finance of Brunei is to make 
investments that can contribute to the 
diversification of the Brunei economy 
away from its core oil and gas activities,” 
Berger said.  “In this regard, ISIC seeks 
to invest into well run enterprises that 
through their operating expertise can 
contribute to the employment base, 
growth and diversification of the 
Brunei economy.

During the course of their 
negotiations to acquire Piper, 
Imprimis and Piper management 
held numerous meetings to 
understand the strategic mandate 
of ISIC.  

“The pivotal question that 
Imprimis asked us focused on 
whether Piper could build an 
Asian business from a base 
of operations in Brunei,” said 
Piper President Becker, whose 

responsibilities include Piper Sales and 
Marketing and managing the company’s 
Asian expansion initiatives.  “In the end, 
Piper management outlined how we would 
meet the challenge, and the company is 
now in a planning process to determine 
exactly how to execute that vision.”

Imprimis was bullish from the beginning in 
describing how it saw Piper’s future – both 
strategically and on the product front. 

“Our strategy for Piper,” said Berger, “is to 
grow its international activities, especially 
in Asia where we believe the market for 
general aviation activities is at a low base 

but will grow significantly.   We believe 
that Brunei has significant underutilized 
aviation resources that can be brought 
to bear for the benefit of Piper’s Asian 
operations and that the Government of 
Brunei can prove a valuable sponsor 
for Piper as it seeks to penetrate foreign 
markets, especially in Asia.

On the product front, development of the 
PiperJet – as well as continued innovation 
and modernization of the existing model 
line -- is top of mind.  Both Berger and 
Becker explained that when Imprimis 
made the decision to purchase Piper, it 
also made a commitment to provide the 

capital needed by the company 
to bring the PiperJet into 
commercial production.

“Development of the PiperJet, as 
well as other new products and 
innovations, is crucial to Piper’s 
long-term growth strategy,” 
said Becker “and Imprimis has 
earmarked funds to ensure that 
we move forward on these vital 
programs.”

In fact, funding the PiperJet 
development is a significant 
follow-on investment to the 
Piper purchase – one that will be 

(continued)
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disbursed over the coming months and 
years.  Initial disbursements have already 
begun with the first such contribution of 
new capital propelling acceleration of the 
PiperJet program and the hiring of new 
engineers.

“We are ramping up our 
engineering workforce by 
recruiting top professionals 
to provide the essential 
skills required to develop 
the PiperJet.” Becker 
said, “Over the next nine 
months, we expect to bring 
on about 50 engineers at 
all levels – from senior to 
entry-level professionals 
– and across all engineer-
ing disciplines, including 
structures, systems, flight 
test, and manufacturing.”

At the same time, Piper 
CEO Gould cautions 
against being overly 
optimistic about a quick 
turnaround in the world’s 
current economy.  While 
Piper continues to face the challenges 
brought on by the worldwide economic 
downturn, Gould emphasized that it is 
important to understand that adding key 
staff to work on product development 
programs doesn’t mean the same thing 
for the production and manufacturing 
workforce.

“We are focused on meeting market 
demand,” Gould said, “and that means 
staffing to fill the orders we receive. We are 
still in uncharted territory when it comes to 
forecasting an end to the global economic 
downturn and have no clear sense of 
when we will see sales that can support 
bringing our production workforce back to 

levels that existed prior to the downturn. In 
the meantime, we are hiring to ensure that 
development programs are fully staffed 
and remain on track.”

In many ways, that is the first order of 
business for Gould and his management 
team.  Managing through these difficult 
times is obviously crucial to the long-term 
success of the company.

“I look at our business in two distinct 
categories,” Gould said.  “We’ve got the 
ongoing business of the airplanes we are 
building, and it is a very tough market 
right now.  The fact of the matter is that 
our new ownership group did not buy the 

company to fund a bunch of operating 
losses.  We have to run that and take care 
of ourselves. Separate from that is the 
forward looking part of the company, the 
strategic effort we’re going to make both 
in sales and marketing internationally and 
product development; that’s where our 
new ownership expects to see it happen.  
We have a serious game plan and a 
parent company that is committed to our 
long-term success, but we also have to 
take care of the business at hand.”

Gould emphasized that Piper has taken 
the tough steps required to ensure the 
company’s health.

“Last year marked one of the best years in 
recent Piper history,” he said.  “In fact, we 
saw significant growth across the board.  
While the industry experienced a decline 
in piston sales, we were recording some 

of our largest gains in Piper’s 
top end of the piston market, 
and if not for the economic 
downturn, this year promised 
to be another record year 
for Piper.  Even so, we are 
in a strong position, having 
taken the necessary steps 
and made the essential 
reductions to ensure the 
health of the company.

Gould said there were 
those who questioned 
the cutbacks Piper made, 
suggesting that they were 
a premature overreaction to 
inconclusive early signs of 
economic instability.  But the 
proof is – as the saying goes 
– in the outcome.

“We knew, however, that it 
was essential for us to match 

retail production to market demand as 
early as possible,” he said.  “As a result, 
we did not build up needless inventory 
and drive down the value of our aircraft 
already in the marketplace or yet to be 
built.
 
“We are still in unchartered territory when 
it comes to predicting how long the 
recession will last and how deep it will go.  
However, because of the actions we took 
at the first signs of global economic crisis, 
Piper will be ready to grow and prosper in 
our traditional markets, as well as expand 
globally, once the recession ends.” 
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The first Meridian to roll of the production 
line in 2001 had an avionics suite that left 
impressions of commanding “big iron” 
and surely invoked the feeling in many 
pilots of having “truly arrived.”  At the time, 
the arrangement of Meggitt glass attitude/
heading reference displays, engine/
system monitors and a dual Garmin 530 
stack proved to be as good as it gets.  As 
a testament to Piper’s forward thinking, 
today these panels still provide the state-
of-the-art functions found in much larger 
business jets while maintaining a low 
pilot workload.  As impressive as the 
first generation avionics package was, 
the second raised the bar even higher.  
An Avidyne Entegra avionics suite was 
introduced in 2006 models, comprised of 
pilot and co-pilot Primary Flight Displays 
(PFDs), a center Multi-Function Display 
(MFD) and dual Garmin 430’s for GPS/
COMM/NAV.  The simplicity of operation 
coupled with large displays and the 
features they provided afforded owners 
with capabilities not only similar to larger 
business jets, but in some cases better.  

The Avidyne set-up left many asking the 
question: “What could possibly be next?” 
or “How can this get any better?”  

Enter the Garmin G1000 Meridian.  
Recently announced in the spring of 2009, 
Piper is now offering the option of either 
an Avidyne Entegra or Garmin G1000 
avionics suite in the Meridian.  In the world 
of avionics announcements, the G1000 
set-up in the Meridian is not to be missed.  
This fully integrated, intuitive system 
offers features (both seen and unseen 
by the pilot) that elevate this generation 
of the Meridian into a class of its own.  
In this, part one of a two part series, we 
will explore just some of the impressive 
features now available and provide a 
sampling of the highlights awaiting future 
owners/operators.

The G1000 system comprises pilot and 
co-pilot 10 inch PFDs, a 15 inch center 
MFD, GFC700 fully integrated digital 
autopilot, dual audio panels, dual air data 
computers, a fully integrated transponder 

and a console-mounted keypad that 
speeds up data entry and minimizes 
workload.  Standard on the G1000 Meridian 
is Garmin’s synthetic vision (more on this 
later), Garmin FliteCharts, SafeTaxi and 
GWX68 weather radar.  Options include an 
enhanced situational awareness package 
(Honeywell traffic advisory system, 
Stormscope, TAWS B terrain avoidance), 
XM satellite radio/weather, ADF, DME, 
second digital transponder, diversity 
digital transponder with dual antennas 
and Jeppesen ChartView. 
   
Anyone familiar with previous generations 
of the Meridian will notice several 
differences immediately upon entering 
the G1000-equipped airplane.  While 
making your way to the cockpit, there is 
no mistaking the enormous center MFD 
that not only will increase any pilot’s 
situational awareness, but also that of any 
passengers in the cabin.  Seriously, this 
is one big display and can easily provide 
passengers with a map view of the 
progress made and how much remains 
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of a trip.  As you settle into the front seat 
more design changes appear.  Due to the 
placement of the keypad on the power 
control console, the bleed air valve and 
rudder trim control have been moved to 
the panel; both easy to reach and operate.  
In addition to the normal electrical 
system familiar to all Meridian operators, 
the G1000 set-up adds an emergency 
(EMER) switch for direct connection to 
the battery in the event of all other total 
electrical system failures.  This direct 
connection will provide approximately 30 
minutes of power for the pilot PFD, stand-
by compass light, gear lights and engine 
parameters.

The G1000 Meridian uses a “dark cockpit” 
approach to warnings and cautions 
through Crew Alerting System (CAS) 
messages displayed in a window on 
the PFD.  This means that an airplane 
operating properly, or with no advisories, 
will have no lights and thus a “dark 
cockpit.”  Any light that appears will easily 
grab the pilot’s attention.  The messages 
range through to White (Advisory) to 
Yellow (Caution) to Red (Warning).  In 
conjunction with the CAS display window, 
there are Master Caution and Master 
Warning buttons above the pilot PFD 
that visually and audibly warn the pilot 
of an appropriate condition and allow 
the audible tone to be silenced.  This is a 
feature commonly found on larger turbine 
engine airplanes. 

         
The GFC 700 autopilot is an integrated 
design of the G1000 system.  The unit 
can be operated by either the pilot or co-
pilot PFD and either AHRS 1 or 2.  The 
Transfer “XFR” button on the autopilot 
controller selects control between pilot 
and co-pilot.  In addition to the normal 
features you would expect on an airplane 
of this pedigree, the GFC 700 introduces 
a number of “jet-style” functions.  These 
include:

A Low Bank (BANK) feature reduces •	
the bank angle in turns to 15 degrees, 
creating less noticeable movement to 
passengers in the cabin. 

A Flight Level Change (FLC) feature •	
allows the pilot to command an 
Indicated Airspeed (IAS) hold while 
climbing/descending to a selected 
altitude.  A roller control knob allows 
the pilot to select one knot increments 
to fine tune performance in the climb/
descent segments.      

Standard on all G1000 Meridians is 
Garmin’s Synthetic Vision Technology 
(SVT).  SVT is another keystone in the 
avionics revolution, much like glass 
cockpit technology a few years ago.  SVT 
increases situational awareness through 
three-dimensional alerts and visual 
enhancements.  Key features of the SVT 
system include:

Terrain/Obstacle Alerting (Visually •	
changing color while simultaneously 
issuing an audible alert to identify 
potential and imminent terrain 
conflicts.)
Pathways give a clear representation •	
of the desired course and allow the 
pilot to stay center by simply “flying the 
airplane through the box.”
Three dimension Traffic visually •	
displays on the PFD with color coded 
circles representing the threat level.
Runways appear (numbers and all) to •	
give the pilot the complete situational 
awareness experience while on 
approach or verifying the correct 
runway prior to take-off. 
A “Zero-Pitch” line shows the aircraft’s •	
level horizon while simultaneously 
displaying cardinal heading markings.
Airport markers appear on the •	
landscape almost like highway exit 
signs, further enhancing situational 
awareness and assisting in potential 
diversions.

 
In conjunction with the forward looking 
weather radar, the pilot of a G1000 
equipped Meridian has the following at 
his or her fingertips with the GDL 69(A) 
option:

High-resolution NEXRAD weather data•	
METARS (Graphical and Textual)•	
TAF’s, TFR’s, Winds Aloft (at altitude)•	
Echo Tops, Cloud Tops•	
Freezing Levels, Lightning•	
Storm-cell data (size, speed and •	
direction)
AIRMET’s, SIGMETS’s•	
County Warnings•	
Surface Analysis, City Forecast•	
XM Radio •	

The addition of G1000 avionics to the 
Meridian further enhances the pedigree of 
an already proven design.  Through fully 
integrated components such as the highly 
capable GFC 700 autopilot and state-of-
the-art features like synthetic vision, the 
future of the Meridian looks bright.  In 
our next issue, I will recount a flight in 
a new Meridian and highlight more of 
enhancements offered by the G1000.   
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Issues and Answers
Runway Incursions

Questions

Despite a concerted effort over the last 
several years by the FAA and other aviation 
alphabet organizations, runway incursions 
continue to increase.  This is due to a 
variety of factors including increasingly 
complex airports, distractions such as 
flight management/GPS systems, and 
increasing traffic and pilot work load.   We 
will look at some facts about incursions 
and explore the knowledge and practices 
that can help prevent them.  More than 
one answer may apply.

First we must define the problem so we can 
identify the solution.  A runway incursion 
is when an aircraft, vehicle or person on 
the ground creates a collision hazard or 
loss of separation with an aircraft taking 
off or landing or intending to take off or 
land.

Match the type of incursion with its 1. 
definition.

Operational a. 
Pilot deviation b. 
Vehicle/pedestrianc. 

1.  Interferes without ATC 
authorization
2.  ATC’s fails to provide 
required separation
3.  Violates any FAR, i.e. 
unauthorized crossing of 
active runway

Which type of incursion occurs most 2. 
frequently?

Operationala. 
Pilot deviationb. 
Vehicle or pedestrian incursionc. 

Which type of operations account for 3. 
the majority of incursions?

General aviationa. 
Airlinesb. 
Militaryc. 

Although human factors cause most 4. 
incursions, other factors significantly 
increase the likelihood of incursions.  
Which factors below increase the 
likelihood of incursions?

Low visibilitya. 
Night b. 
Unfamiliar airportc. 
Complex airport layoutd. 
Cockpit distractionse. 

The following instructions should 5. 
always be repeated when reading back 
a clearance:

Hold shorta. 
Taxi into position and holdb. 
Any runway designationc. 
Altituded. 
Headinge. 

When at a tower-controlled airport:6. 

keep all communications as a. 
short as possible.
use full call sign and state b. 
location only on first call to 
ground control.
use only call sign when c. 
acknowledging instructions to 
avoid frequency congestion.
state aircraft type, full call sign d. 
and indicate location each time 
a new controller or frequency 
is used.

When at a non-controlled airport:7. 

broadcast ground movement a. 
and intentions on CTAF or 
Unicom
monitor approach frequencies b. 
as well as local frequency for 
approaching traffic
scan both ends of runways c. 
when crossing or entering for 
take off
minimize line up and departure d. 
time once entering the runway 
for takeoff
use aircraft lightse. 

Proper radio communications at non-8. 
towered airport include:

use of full call signa. 
aircraft type b. 
positionc. 
airportd. 
intentionse. 
speedf. 
flight conditionsg. 

Match the following signs and their 9. 
descriptions.

Mandatory sign, i.e. runway a. 
sign
Taxiway ground markingsb. 
Runway ground markingsc. 
Runway boundary linesd. 
Location signe. 
Runway holding position linesf. 
Direction signg. 
ILS critical boundary lineh. 

i.    No entry area

1.   Two solid yellow lines
2.   White
3.   Yellow
4.   Black on yellow
5.   Yellow on black
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6.   2 dashed yellow lines
7.   Red and white
8.   White circle w/dash on 
red
9.   Yellow “ladder” line

LAHSO operations in effect signify:10. 

holds should be expected for a. 
arrivals into LAX
military operationsb. 
dogs or other small animals c. 
have been sighted on the 
airport premises
reduced visibilityd. 
increased pilot responsibilitiese. 
a waypoint which should be f. 
used on a standard instrument 
arrival into Dallas
Land and hold short operations g. 
are in effect

When landing, ground control   11. 
 should be contacted when:

clearing the runwaya. 
instructed by towerb. 
as soon as possiblec. 
on 121.9d. 

Although the PA-46 has limited   12. 
      exterior lighting configurations   
       available, it is important to be familiar 
       with standard lighting procedures     
       used by most professional operators.    
       These include:

Engine starta. 
Taxib. 
Movementc. 
Crossing a runwayd. 
Entering a runway for takeoff e. 

On runway, take off clearance f. 
received

1. Strobes
2. Beacon
3. Landing
4. Taxi
5. Nav

When taking a runway for departure   13. 
        line up:

on the center line.a. 
3 feet right of the center line.b. 
8 feet left of the center line.c. 
Does not matter with a wide d. 
runway.

“Hot spots” are:14. 

indicated on the charta. 
where avionics may have b. 
interference from ground 
electrical signals
where Wi-Fi can be received c. 
from the aircraft
complex intersections or d. 
runway thresholds

Other factors can help avoid runway 15. 
        incursions including:

Sterile cockpita. 
Pre-start familiarization with b. 
taxi diagrams and determining 
likely taxi clearance after 
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Issues and Answers
(continued)

listening to ATIS and preceding 
departing aircraft clearances
With multiple pilots always c. 
ensure one is heads up when 
taxiing
Programming GPS and d. 
performing other checks when 
stopped.
Using standard phraseologye. 
Asking for progressives if f. 
unsure
Querying controller when g. 
holding in position and too 
much time has passed or other 
indications such as TCAD traffic 
suggests a potential issue

Answers

1c, 2a, 3b1. 

b.  Plot deviations account for almost 2. 
60% of runway incursions, and 
one-third of these relate to poor 
communication.  Operational and 
vehicle/pedestrian incursions split 

the remaining 40-plus percent about 
evenly.  Loss of situational awareness is 
also a key component of incursions.

a.  General aviation accounts for more 3. 
than 70% of incursions.

All of the factors increase the likelihood 4. 
of incursions.  Low visibility has resulted 
in the deadliest incursion in which 
two 747s collided at an uncontrolled 
airport in the Canary Islands when 
diverted from their originally intended 
airport.  One aircraft was back taxiing 
on the runway when the other took off 
in extremely low visibility.  Over 500 
people were killed.

All of the above should be repeated for 5. 
confirmation.

d.  Always indicate who you are and 6. 
where you are on the first contact with 
a new controller.  “Meridian N1234 
ready for take off on runway 32 at Kilo.”  
Intersections should be specified to 

help the controller remember where 
you are.  Multiple collisions have 
occurred when aircraft have been 
cleared to take off full length and 
another enters the runway from an 
intersection.

All of the above.  Failing to scan and 7. 
verify no landing traffic before entering 
a runway has resulted in collisions 
even at tower controlled airports.  Use 
all lights for take off and landing, even 
for day operations.

b-e.  Full call sign is less important at a 8. 
non-controlled airport.  What is most 
important is location of aircraft and 
intentions.  It is especially important 
to indicate the airport at the beginning 
and end of each communication at 
non-towered airports.  Multiple airports 
are often received simultaneously on 
the same frequency and indicating the 
airport at the beginning and end of 
each transmission reduces confusion.  
“Hernando County traffic, Malibu 
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1234, mid-field left down wind for 27, 
full stop, Hernando County.”

7a:  “Red on white, runway in sight”9. 
3b
2c: “See white? Make sure you’re 
right”
6d
5e:  “Black square, you’re there”
1f
4g:  “Yellow array (arrow), points 
the way”
9 h
8j

g.  Land and hold short operations 10. 
are in effect.  A LAHSO clearance is 
generally given when two intersecting 
runways are in use simultaneously.  
Continuing beyond the hold short point 
could result in a potential collision with 
other landing or departing aircraft.  
Like all clearances, acceptance is 
not mandatory.  If uncertain that a 
complete stop can be accomplished 
before the designated point, the 
clearance should be declined.  If not 
declined, it is essential to comply.

a.  Contact ground when clearing the 11. 
runway, but if you have any doubt 
confirm with the tower.  The aircraft is 
clear of the runway when all parts of 
the aircraft pass the runway boundary 
line/hold short line.  Tower controls all 
operations on the runway and ground 
controls other ground operations.  
This is why it is important to be 
completely clear of the runway before 
leaving the tower frequency to contact 
ground.  Once a pilot leaves the 
frequency, tower assumes the aircraft 
is completely clear of the runway and 
other landings and departures should 
have no interference from the clearing 
aircraft and can safely use the runway.  
Although 121.9 is often used, ground 
frequencies vary and busy airports 
often have multiple frequencies.  
Approach plates should be consulted 
prior to landing so the appropriate 
frequency is anticipated but be sure 
to listen for and use the frequency 
indicated by tower.

2a, 5b, 4c 12. 
d. all including landing light
e. all except landing
f. all lights.  

Likewise for landing, all lights should 
be used to decrease the potential 
for mid-air or ground collisions. With 
general aviation aircraft, engine 
running is generally designated by the 
beacon, and nav, position and strobes 
are used for taxiing.  When crossing a 
runway or when cleared for take off, 
landing lights should be 
added.  For those with 
combined stobe/nav/
position lights and no 
beacon, it is important 
to signal intentions 
to ground personnel 
and other aircraft.  
Strobes can be very 
disorienting for ground 
handling personnel 
and nearby aircraft so 
use them with caution.  
I generally give a brief 
flash of strobes before 
starting the engine 
then use taxi lights 
on the ramp.  Before 
entering a taxiway, I 
will generally turn on 
the strobes if they will 
not interfere with other 
aircraft.  Again all lights 
should be used for take 
off and landing. 

b.  Lining up slightly 13. 
off center line will 
help other traffic and 
controllers differentiate 
your aircraft from 
runway center line 
lights.

d.  “Hot spots” are places 14. 
on an airport where 
runway incursions have 
occurred or would be 
most likely such as at 
complex intersections 
or runway thresholds.  
Airport diagrams at 
some busy airports 
may depict hot spots.

all of the above15. 
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Control Cables
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.

Malibu Maintenance

While sitting in your cockpit enjoying 
the soft glow and soothing ambience 
of sophisticated electronics, high tech 
instruments and luxurious interior 
materials you can easily forget that your 
plane is really controlled by a series of 
simple metal cables and pulleys. They are 
out of sight and largely out of mind, but of 
course, critical. Cables are largely trouble-
free but do require periodic maintenance, 
such as tensioning, lubricating, and 
checking for wear. When wear is noted, 
cables must be replaced. They typically 
have a long life, but with the aging of 
the PA46 fleet, we have begun replacing 
many more cables when compared to 
our earlier history. So this article will be 
devoted to control cable maintenance. 

Aileron cables
 
Aileron cables are, by far, the most 
frequently replaced of all control cables. 
They simply wear out more often. 
Throughout most of the history of the 
PA46, Piper has made both galvanized 
and stainless steel cables available. Of 
the two, the stainless cables have a much 
shorter life. As a result, 1994’s Piper SL 
1012 called for replacement of stainless 
cables, upon condition, with galvanized 
ones. Although the Piper factory has 
alternated between the two over the years, 
if you order aileron cables using the part 
numbers in the service letter today, you 
will receive galvanized cables. 

In the early years, most aileron cable 
wear was noted at the flap track, so 
Piper issued Piper SB 863a, Parts 1 and 
2. Part 1 called for addition of mid-wing 
pulleys designed to add support to the 
long cable, preventing chafing at the flap 
track. Part 2 required addition of phenolic 
fairleads at the wing roots. Although this 
did help alleviate wear at the flap track, it 

caused cable wear at the added pulleys 
and fairleads. In this case, the wear 
was caused not by chafing, but by the 
constant vibration of the cables against 
their supports in level flight. So we still 
end up replacing lots of aileron cables. In 
my shop, the replacement takes about 11 
hours.

At annual inspection I lubricate cables 
and check their tension. I find that aileron 
cables stretch enough every 2-3 years to 
require re-tensioning.  

LH & RH elevator cables

I have always kept a close eye on elevator 
cables because of the dire consequences 
if one were to break, but I went years 
without ever finding one worn enough 
to change. But over the last two years I 
have had to change so many due to wear 
that my shop has begun keeping them in 
stock at all times. The right elevator cable 
tends to wear faster than the left, and the 
wear occurs primarily at the point where 
the cable rides over the pulley in the aft 
fuselage section. An elevator cable takes 
approximately 9 hours to change.

Elevator trim cable

I have not yet needed to change many 
elevator trim cables but the frequency is 
picking up. The cables I have condemned 
have all been worn where they travel 
through the electric trim servo capstan. 
Replacement takes about 9 hours.

This cable is encased by a plastic trim 
cable tube, which has become the 
subject of Piper SB 953 and AD 92-13-06. 
The plastic tube is frequently cut by 
maintenance personnel wishing to access 
the cable turnbuckles for tensioning.  The 

two cut surfaces can become displaced, 
causing the turnbuckle to snag on the 
guide. This can cause the elevator trim to 
freeze.  Compliance with the AD requires 
installation of a Piper supplied elevator 
trim cable guide tube splice kit meant to 
keep the two cut pieces of tubing aligned. 
Even though this AD dates back to 1992, 
we find cut and improperly spliced tubes 
on new planes all the time. We have 
even seen this right from the factory. I 
recommend that this area be inspected at 
annual even if the bulletin and AD do not 
technically apply to your plane. 

LH & RH rudder cables

We have also recently begun to replace 
many more rudder cables than we used 
to. The right side cable is much more 
prone to wear, particularly on its bottom 
side where it rides over the rudder/aileron 
interconnect under the crew center 
floorboard. As with the aileron cables, 
the RH rudder cable vibrates against the 
interconnect while in level flight. 

If you have a JetProp, be aware that the 
rigging demands of your plane may cause 
difficulty with tensioning of the cable and 
alignment of the rudder. We have also had 
cases where a replacement stock Piper 
cable will not be short enough to allow for 
proper rigging on a JetProp. This seems to 
vary from plane to plane. When we cannot 
use a Piper cable, we have used a special 
cable made by Beechhurst Industries. 

Speaking of which, some of the less 
frequently used cables are sometimes 
difficult to get from Piper. Beechhurst 
Industries, which makes PMA’d cables 
for the PA46 and many other planes, is an 
alternative source for these cables. 
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Servo cables
 
We replace a fair number of pitch servo 
cables, which wear where the cable 
passes through the pitch servo capstan. 
This thin cable is tightly wrapped and 
circuitously routed wear and tear is easy 
to understand. Replacement only takes 
about 1.5 hours but the cable itself is 
expensive, in the $500.00 range. 

General cable tips

In general, we see more wear on cables 
that are routed so that they have a straight 
run rather than a short run or dramatic 
turn, which serves to keep more tension 
on the cable. Straight run cables tend to 
vibrate when in level flight, causing wear 
where they touch pulleys, so make sure 
these are thoroughly inspected at annual. 

At annual I like to pay special attention 
to the rudder and elevator cables where 
they run through the throttle quadrant 
center pedestal. It is especially important 
to inspect inside this pedestal following 

avionics work, when screws, hardware 
and other debris can easily fall in. I have 
seen this debris become wedged into the 
pulleys in the pedestal and rub against the 
cables. After once finding a screw rubbing 
an elevator cable to the point where it was 
ready to break, we now remove one side 
of the pedestal to clean this area out at 
every annual. 
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For the past decade I have flown with our 
Journey adventures to exotic destinations 
around the world.  Yet one, Columbia, 
always remained off limits.  The primary 
reason for this geographic exclusion 
mainly relates to insurance coverage. But 
because cruise ships of reputable lines 
like Carnival, RCCL and Holland America 
line have been using Cartagena for 
several years, I was wondering when the 
restriction would finally be broken. So last 
year, in February, I decided to test the will 
of our insurance company by requesting 
a technical stop in Cali, Colombia, on our 
return from the Journey to the Galapagos.  
Approval was promptly granted. 

So with that success in hand I decided to 
include Cartagena as a stop on our 2009 
South America Journey. Cartagena is a 
port city located on the northern shore 
of Colombia facing the Caribbean Sea. 
Founded in 1533, the town offers the 
sounds of rhythmic music, bright colors 
and long tradition. Gold and silver where 
brought to the port to be loaded on the 
galleons headed to Europe. Pirates often 
looted the city.  In response, residents 
created a walled fort to protect shipping, as 
well as a thriving slave trade.  An extended 
period of colonization by European 
powers yielded what can be considered 
a more modern and fashionable seaside 
resort. Today Cartagena offers a beautiful 
colonial charm in the old walled city with 
clay tile roofs, ornate balconies, flower-
filled courtyards and narrow streets.  The 
ambiance is a perfect enticement for a 
weekend getaway. 

While a world away in culture and 
history, Cartagena is located a mere 960 
nautical miles south of Miami. The flight 
involves an over-flight of Cuba, a possible 
landing and refueling in Jamaica, and a 
beautiful approach to the South America 
continent. 

Documentation

Flying to Colombia is fairly easy. Like 
most destinations you must carry a valid 
passport and pilot license, and medical, 
registration and air worthiness certificates. 
Make sure that your insurance policy 
covers the northern coast of South 
America or specifically includes the word 
Colombia in the territory coverage. You 
need, of course, your customs decal 
number and the new Department of 
Homeland Security requirement for an 
e-APIS account.  We will get to that in 
detail in a subsequent article. 

Cartagena is an airport of entry set up 
nicely to accommodate general aviation.  
Officials there will process and handle 
your arrival efficiently, and with a friendly 
smile. 

You should purchase from Jeppesen their 
Northern South America trip kit (NSA04) 
at a cost of about $97. If you want to be 
covered for a possible stop in Jamaica, 
you should also purchase the Caribbean 
trip kit (CAR04) at a cost of $113. 

The official name of the airport is Rafael 
Nunez International Airport and the ICAO 
identifier is SKCG. The S stands for 
South America, K for Colombia, CG for 
Cartagena. If you were going to Cali, code 
would be SKCL. 

Expect to shoot an approach on arrival in 
Cartagena, which offers both a VOR and 
NDB approach. Both of them are loaded 
into the Garmin database. Being in a 
Latin country, expect to execute a SID on 
takeoff.  

Our visit this year in good weather gave us 
the opportunity of a visual approach with 
a beautiful over-flight of the new and old 

Thierry Pouille

Thierry (Terry) Pouille is president of, and the leading force behind, Air Journey LLC. He person-
ally 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

Cartagena, Colombia:
Getaway to South America

city and the sports complex. Colombians 
are avid soccer enthusiasts, a fact that is 
hard to miss when in the country. 

Getting There

But we have gotten ahead of ourselves.  
Before you launch on the journey, you 
need to secure an over-flight permit for 
Cuba. Air Journey can handle that for 
you, but many other organizations can do 
the same. Give at least 72 hours notice 
in order to make sure you receive your 
permit on time.  The permit number must 
appear in the remarks box of your flight 
plan. 

You will have to file an ICAO flight plan, 
which is slightly different from what 
we do here in the US. You also need 
to compute your boundary for Cuban 
air space, Jamaica air space and 
Colombian air space. A direct routing is 
not only not recommended but will not 
be accepted. Make sure that you have 
survival equipment onboard. While a raft 
is only recommended officially, I consider 
the equipment mandatory, as I do too a 
personal EPIRB, a VHF radio and a SAT 
phone. 

You will be in radar coverage from the 
coast of Florida to Jamaica, after which 
you will be reverting to position reporting. 
You will need to freshen up a little on your 
communication skills. Language along 
the way would be English.  Beware of one 
important procedural change along the 
way: Cuban air space has a transition to 
flight levels at 5,000 feet, which brings you 
an altimeter setting to 29.92 as you transit 
that airspace. 

You also need to secure ahead of time a 
fuel release for avgas and jet fuel through 
one of the fuel suppliers in the U.S.  You 
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can use Exxon/Mobil, Shell or one of 
the volume providers like Multi Service 
or Avcard.  We have used MSA over the 
years and have always been satisfied. 
Requesting the release ahead of time 
guarantees that fuel will be available 
upon arrival, and also ensures that you 
will pay a lower price than if you were 
negotiating on sight. Payment can be 
made via the respectable credit card.  Or, 
like everywhere in South America, cash is 
king. 

Filing the Flight Plan

Filing is straightforward except that you 
need to become familiar with the ICAO 
requirement on equipment. The /G for 
GPS would be replaced in the equipment 
box with a letter such as S G O W Y.  The 
designation for your transponder would 
be C or S, as in the U.S. You also need 
to file your e-APIS requirement.  I highly 
recommend doing the outbound and 
inbound at the same time before leaving the 
United States since internet connections 
abroad can sometimes be unreliable.  
Cartagena has good access, but such is 
not always the case elsewhere. 

Arrival 

You will find friendly customs and handlers 
here. While you can manage by yourself 
upon arrival, if not fluent in Spanish 
language I highly recommend securing 
a local handler to help you. Having local 
assistance puts you in a better position 
to negotiate rates because otherwise an 
American gringo can be an inviting target 
for arm-and-leg pricing. 

After clearing customs and immigration, 
your taxi ride downtown will take only 
about 15 minutes because the airport is 
attached to the city. 

Lodging

My top five places to stay in no particular 
order are described below.

The Sofitel Santa Clara is an old Clarisas 
convent restored and converted to a 
luxury hotel. The facility, with 115 rooms, 
is located in the heart of the colonial 
section with a beautiful outdoor pool and 
health club. 

The Hotel Charleston Santa Teresa is a 
5-star grand deluxe hotel located in historic 
Cartagena. A former 17th monastery, the 
building has been lovingly restored and 
transformed into the most exclusive and 
sophisticated hotel in the city. 

The Hilton, with 341 rooms and suites, 
is located 10 minutes from the ancient 
walled city on the widest point of El Laguito 
Peninsula.  The property is surrounded by 
water on three sides. 

The Casa Loma hotel, with traditional 
Caribbean architecture, sits beside the 
sea on the beach, with pool and Jacuzzi 
nearby. 

The all-inclusive Decameron Cartagena 
located on Boca Grande beach just 10 
minutes from the airport and 15 minutes 
from the old walled downtown city. 

Attractions

The Cartagena Cathedral has a simple 
interior with a fortress appearance. 
Construction started in 1575, but was 
not completed before being partially 
demolished by Sir Francis Drake’s 
cannons.  The edifice was finished in 
1602.

The Castillo San Felipe is the largest of 
a series of fortresses to protect the city 
from pirates. The must-see tunnel system 
was used to facilitate the movement of 
supplies and evacuations. Overlooking 
the fortress is the Convent La Candelaria 
with beautiful flowers, a patio and an 
impressive panoramic view of the city, 
especially at sunset. The facility is now a 
museum. 

The Museo del Oro (Gold Museum) is 
another must-see with a collection of gold 
and ceramic from the main pre-Colombian 
cultures dating back thousands of years.  
This is a good place to begin exploration 
since the museum’s treasures exemplify 
old Cartagena and the city’s rich history.  

As this article is being written by a French 
native, I can say confidently Cartagena 
cannot be fully appreciated without 
sampling the local foods. I recommend 
La Marquesa, La Vitrola and El Refectorio, 
the restaurant located on property at the 
Santa Clara hotel.

If you decide to visit Cartagena in the fall, 
November is an ideal month because 
the city celebrates Independence Day 
on November 11 to mark the day in 1811 
when the country declared independence 
from Spain. 

Returning Home

When returning from Colombia, you must 
follow the usual flight plan procedures to 
enter the United States. First, if you take 
the same route as your flight over, secure 
the over flight permit for Cuba ahead of 
time. File an international flight plan for 
VFR/IFR; and you need to file your e-APIS 
file. Make sure then to call the customs 
office stateside where you intend to land 
with your known arrival and exact time. 
The customs officer will take you through 
the process of what you need to know 
prior to your arrival.  

Any owner of a PA46 would appreciate the 
departure and return given the capabilities 
of the airplane. The Meridian might have 
to refuel in Jamaica. 

Keep in mind that U.S. customs requires 
at least one hour notice of arrival. The 
arrival slot can be secured the day before 
in addition to your e-APIS filing. 

Cartagena is a controlled field.  After 
you fly the SID, which you will, ATC will 
switch you over to Barranquilla, then onto 
Montego Bay, Havana and finally Miami. 

So Colombia is now on the map as an easy 
flying destination.  Only a short distance 
away you can experience a unique 
return to the past in a beautiful colonial 
city with warm people. This enjoyable 
destination has the additional benefit of 
being relatively inexpensive. Security at 
the airport is tight. Nobody will be able 
to approach your plane since the airport 
is ICAO certified with 24-hour security.  
The field is surrounded by a fence and 
nobody can approach your plane without 
credentials. I highly recommend securing 
a crew card to facilitate access to the 
airport environment.  You can inquire 
about that upon arrival.
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Dick Rochfort 
A former corporate pilot and primary flight instructor, Dick is a full-time Master Certified Flight Instructor 
providing insurance approved initial and recurrent pilot training in the Piper PA46 Malibu, Mirage, and 
Meridian aircraft. He is currently flying over 450 hours per year and trains 60-80 pilots every year exclusively in 
these aircraft.  He holds multi-engine ATP and Gold Seal Flight Instructor Certificates with CFII, MEI and CE-525S 
ratings. He has been actively involved in flight training since 1991 and has trained pilots all over the US, Canada 
and Europe.  Dick is an Aviation Safety Counselor for the FAA Baltimore FSDO, a National Industry Member 
of the FAA Safety Team (FAAST) and has conducted hundreds of programs for the pilot community. He is an 
instructor for the M/MOPA Safety and Training Foundation and The National Association of Flight Instructors 
has designated him Master CFI. Less than 1% of all flight instructors have earned this designation. Dick served 
as a Staff Sergeant E6 in the US Army Special Forces from 1970 until 1976 as an A team radio operator, training 
indigenous personnel in field communications. He worked from 1976 until 1991 as an industrial engineer 
training manufacturing personnel for the production of communication and navigation equipment for 
US military.  His education includes undergraduate degrees in Clinical Psychology and Engineering and 
a Masters Degree in Business Administration.  Dick lives in Baltimore, Maryland with his wife and two 
daughters. He is a PADI Certified Scuba Diving Instructor, First Aid Instructor and an Eagle Scout.

The PA46 fleet has experienced over the 
years a number of loss of control incidents 
during takeoff and landing. Pilots have 
reported sudden uncommanded turns 
prior to these incidents. Some of the 
incidents have resulted in accidents. 
Fortunately we have not seen any injuries 
related to these events, but we see 
instead a high rate of head banging and 
consternation.  But such an approach will 
not advance us much, so here are ten 
things you should consider to prevent 
takeoff and landing accidents.

Secure the aircraft properly 

Always ensure the aircraft is secured with 
chocks.  Unless there is a compelling 
reason to do so, avoid setting the aircraft 

parking brake or restraining the control 
surfaces from inside the aircraft. What was 
good for your Skyhawk or Bonanza may 
not be appropriate for your PA46. Note that 
if you tie off the control yoke with the seat 
belt, or anything else for that matter, you 
run the risk of steering hardware damage 
if the aircraft is subsequently towed. If the 
wind is strong enough to warrant using 
control locks, consider a hangar for the 
night.

The drawing shown here from the 
maintenance manual describes an 

interconnect between the aircraft aileron 
and rudder cables. 

The interconnection is designed to 
minimize adverse yaw during maneuvers 

in the air. This feature will also make 
aggressive cross control maneuvers 
such as slips and crosswind landing 
feel comparatively ponderous. Unless 
absolutely necessary, never leave brakes 
set when you leave the cockpit.  That is 
just asking for tow damage.

Take an active interest in the ground 
handling of your airplane 

If the line staff cannot spell tow bar, 
supervision of the towing operation 
will likely be required. In fact, I suggest 
that even if you are blood relation to 
the lineman, always supervise towing. 
Damage that you cannot readily see 
can be done to the nose wheel steering 
mechanism during towing.

The best way to train line staff is to refer to 
the turn limit lines on the nose trunion. You 
might wish to point out that the physical 
stops are not to be reached, especially 
the one on the left side of the trunion.

I’m Glad You Asked

How Can I Prevent Runway Excursions 
and Nose Wheel Collapse?
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The left side stop is set back significantly to 
accommodate the rotation of the trunion, 
wheel and tire on gear retraction. 

When the gear is retracted, the steering 
mechanism is disconnected, but when 
the nose strut is locked down and 
compressed on the ground, damage to 
the steering gear is likely if the red line 
limit is exceeded. Latent damage can 
include engine mount cracks, steering 
rod damage, excessive bushing wear and 
even bent torque links. 

Verify tire condition and correct tire 
pressures on a regular basis

Tire pressure should be maintained within 
10% of the value suggested in your POH.  
This is true for a number of reasons, 
including the desire to have effective 
steering. Do not overinflate the tire. Do 
not use maximum inflation pressure from 
the side wall.  Instead, use the pressure 
specified in the POH.  If you have had the 
wheel and tire disassembled be sure to 
recheck the pressure within 24 hours of 
reassembly and before any flight. When 
the tube is inflated inside the tire during 
reassembly, some air gets trapped 
between the tube and the tire wall. This air 
will bleed out slowly over 24 hours or so, 
requiring the tire pressure to be adjusted 
prior to flight. 

Nitrogen in the tires is alleged to have some 
rather stunning performance benefits, but 
Dick Delagrange at Goodyear tires tells 
me otherwise. While the idea certainly 
sounds good, nitrogen will not provide 
any useful advantages other than limiting 
the amount of oxygen available if the 
tires revert and catch fire. Revertment is 
a high speed event and physically cannot 
happen with a PA46 landing at the proper 
speed. It is also relatively easy to damage 
the tube and tire with an inexperienced 
lineman and a 3,000 PSI nitrogen tank.

Unlike your car, the tires on your aircraft 
must be replaced before the tread wears 
to the bottom of the grooves. Ask your 
mechanic to help with the decision to 
replace the tires.

Pay careful attention to the brass stem 
of the tire valve. If crooked or bent, the 
stem could be fatigued and fail with little 
warning. If the tow bar comes loose during 
towing, a bent stem is a likely result. 

Strut pressure is a maintenance item, 
but it is a good idea to keep the sealing 
surfaces clean and free of dust and grit 
laden grease. The strut height will vary 
with season and loading, but should be 
firm enough so as to not clunk against the 
lower trunion with a light bouncing motion 
applied to the spinner and propeller 
during preflight.

Verify proper nose gear rigging 

With the chock removed, put your foot 
on top of the nose wheel tire and try 
to roll the tire aft, forcefully. Was there 
a “thunk-thunk” sound? If the strut is 
moving, the issue is likely one or both of 
the actuator attach bolts, or any number 
of trunion bushings and bearings. This 
could mean that the bolts are loose, or 
that the bushings are worn, or that the 
engine mount boss is damaged. In any 
case this needs immediate attention by 
an experienced PA-46 mechanic. If the 
stut moves significantly, do not fly until the 
squawk is properly evaluated. Unless you 
are morbidly curious, you need not get 
on your back to look into the nose wheel 
bay to do a proper preflight; just do the 
“thunk-thunk” test instead.

cont. page 48 ►
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The image below is the steering roller (one 
of two) in the nose gear bay, indicated by 
the black arrow. 

If you have ever driven a 1955 Chevy 
on a crowned road, you already know 
the problem. If the steering gear is not 
correctly rigged, the vehicle will wander 

and be difficult to control. In order to check 
the rigging on your aircraft steering, select 
2 degrees right with the rudder trim and 
taxi on a low wind day. Press the rudder 
pedals (do not use the brakes at all) left 
and right lightly and quickly. There should 
be no play in the pedals; that is, no slap-
slap. If there is slap-slap, or if the aircraft 
does not track straight with 2 degrees 
right rudder selected, the steering rigging 
needs repair or adjusting. 

Always set the rudder to the proper 
position

Set the rudder to the proper position for a 
centered nose wheel prior to takeoff and 
landing (2 degrees right).  One reason 
many pilots miss this is that they have never 

been trained to set it properly. If the nose 
wheel is not straight when you de-rotate 
you will get unexpected results. I suggest 
you consider a cockpit environment flow 
for the last minute critical items. You can 
use it to back up your printed checklist or 
even in lieu of a checklist once you gain 
the proper experience.

Use proper rotation and approach speeds 

Pilots will frequently delay rotation or land 
too fast on the theory that fast is better 
than slow. While this is tempting in windy 
and gusty conditions, limit the speed 

(continued)

I’m Glad You Asked

How Can I Prevent Runway Excursions and Nose Wheel 
Collapse?
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increase to ½ of the gust factor. Doing 
otherwise is a procedural error which may 
not manifest itself until you forget about 
the next three items as well.

Consider using the electric trim in the latter 
part of the flair 

Using the electric trim will help avoid 
the pitch over-control that can result in 
ballooning. This technique will also help 
to return the pitch trim to the slightly nose 
up position associated with proper weight 
distribution for the roll-out.

Center the rudder pedals and de-rotate 
promptly and carefully 

In crosswind conditions, the nose wheel 
may not be aligned with the runway as the 
wheel touches down because of opposite 
rudder input. To prevent swerving in the 
direction the nose wheel is offset, the 
rudder must be promptly centered just as 
the nose wheel touches down.

Keep the aircraft weight balanced fore and 
aft on the roll-out 

Slow to taxi speed as quickly as 
practicable by using back-pressure on the 
yoke to offset the weight shift associated 
with brake application. Do not relax your 
vigilance on this effort until you are at taxi 
speed. This advice is right out of the FAA 
Airplane Flying Handbook (FAA-H-8083-
3A). This time-honored technique will 
provide excellent aerodynamic braking. 
Another benefit is that you avoid skidding 
and enhance braking effectiveness by 
keeping weight on the main tires. It will 
also prevent the excessive weight shift 
associated with nose wheel deflection 
and subsequent ground loop accidents. 

Stay within your personal limits when 
dealing with crosswinds 

If you are uncomfortable with crosswinds 
you are not alone. Very few PA46 pilots 
are really comfortable and competent with 
gusty crosswinds. This is not something 
to ignore. You must get professional help 
and master the crosswind as early in your 
flying career as possible. Doing so is not 
difficult.  But mastering crosswinds will 
require proper training and practice to 

build confidence.

The key to flying your aircraft well is 
prompt, precise and correct control 
inputs. High performance aircraft are 
different from training aircraft and will not 
be as forgiving of improper technique. 
Knowing correct technique is the result of 
education; having the ability to confidently 
and consistently use proper technique is 
the result of proper training and practice. 
We can all benefit from practicing our 
skills.  I suggest though that before we do 
so we consider some advice from Coach 
Vince Lombardi: “Practice does not make 
perfect; perfect practice makes perfect.”

Here are some video demonstrations 
which you might find helpful:

Takeoff Callouts (1:00 min): Memorable 

call-outs for the takeoff that will give you 
confidence and keep you safe
http://www.rwrpilottraining.com/Takeoff_
Callouts.wmv

A VFR Approach & Landing in a Meridian 
(10:16 min): Landing the Meridian by the 
numbers
h t t p : / / w w w. r w r p i l o t t r a i n i n g . c o m /
Meridian_PPC_Landing.wmv

Short Field Takeoff (05:15): A look at 
proper short field takeoff call-outs and 
technique from Barcelonnette, in the 
French Alps
http://www.rwrpilottraining.com/Short_
Field_Takeoff_Mirage_N369ST.wmv
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As a MMOPA member you are priviledged 
to fly one of the finest personal airplanes 
in the world today. Over the past 10 years, 
I too, have been given the fortunate 
opportunity to fly and teach in these 

aircraft on a full-time basis.

The PA46 Malibu, Mirage, Matrix and 
Meridian aircraft are primarily owner 
flown, and owner-pilots are fundamentally 

different from professional pilots. They 
learn using different methods and 
equipment, and they are motivated 
differently. Furthermore, the quantity and 
content of their training and experience 
is more diverse than what we see in the 
professional pilot corps. 

The regulation, supervision and oversight 
of the Part 91 environment give us a lot 
of “rope” that does not exist in the other 
segments of flying. You might say that the 
situation is analogous to driving to get to 
work instead of driving for a living. One 
is not better or worse than the other, just 
different. In terms of accidents, however, 
the 2006 Nall Report (2005 data) tells a 
different story. When we look at all Part 91 
accidents by type of operation we see that 
personal flying is the most dangerous by 
far. 

Here is what the AOPA Air Safety 
Foundation had to say about the PA46 in 
their Safety Report:

Ten Things You 
Should Consider

When Using Avionics
Dick Rochfort 
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The PA-46 is a complex airplane 
capable of routinely operating 
in instrument meteorological 
conditions and the “flight level” 
environment. To operate the 
airplane safely, it is essential that 
pilots receive comprehensive and 
rigorous transition and recurrent 
training commensurate with 
the airplane’s complexity and 
performance capability.

Thorough knowledge of the 
airplane’s systems and their 
application is a necessary 
prerequisite to operate the PA-46 
safely to its maximum capability. 
This is especially true of the ice 
protection equipment and the 
flight control system of which the 
autopilot is an integral part. Failure 
to understand these systems 
and use them properly was the 
probable cause of four fatal 
accidents that led to the NTSB 
Special Investigation and FAA 
Certification Review.

In addition to a thorough know-
ledge of the aircraft’s systems 
and their application, PA-46 pilots 
need to acquire and maintain 

a high level of piloting skill and 
instrument proficiency. These 
skills are essential to the safe and 
efficient operation of the PA-46.

The words “knowledge” and “skill” are 
used often in this quotation. I would like to 
add one word to this list: “procedure.”  That 
word defines a fundamental difference in 
the way owner and professional pilots 
are typically trained. Professional pilots 
are trained to follow procedure, which is 
one reason they have significantly fewer 
accidents. When owner pilots formulate, 
adopt and consistently use proven 
procedures, the distractions associated 
with routine aircraft management are 
dramatically reduced. This allows the 
pilot to think ahead and stay ahead of the 
aircraft. 
 

Some instructors lament the introduction 
of advanced avionics in general aviation 
aircraft. They are concerned about the 
distractions that fancy displays can cause. 
Did you know that William Lear had a small 
radio company before he began the Lear 
Jet project? He manufactured AM radios, 
which he hoped to sell to automobile 
manufacturers. When he took the idea 
to General Motors the GM executives 
laughed at him. They believed no one 

would want such a distraction in their 
vehicle. The name of that small company 
was Motorola. Bill Lear also invented, 
among other things, the eight- track stereo 
tape system and the autopilot. 

The new avionics are supposed to help, 
but that is not a forgone conclusion. Here 
are ten procedural items that you can 
do with your avionics package to: avoid 
distraction, focus on the correct items 
in the correct order of importance, and 
improve the quality and safety of your 
aviation experience:

Engine Start 1) 

After a competent preflight, note any 
deficiencies and compare them to the 
“Kinds List” in the POH, FAR 91.205, 
91.213 and the aircraft MEL as appropriate. 
While this sounds like too much effort, the 
entire process only requires a few minutes 
once you have developed the procedure. 
Verify that the area is clear, the chocks 
are pulled, the door is latched and the 
passengers are briefed. 

cont. page 52 ►
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The start checklist should be used with 
the understanding that some aspects of 
the sequence must be completed in a 
“real time” fashion without distraction. 
Consider now what information you need 
for the start. In piston aircraft, it is primarily 
fuel flow, and in turbines, it is voltage, 
Ng and ITT. Be sure to be on the right 
“page,” otherwise a major distraction is 
imminent. Remember, your insurance 
contract excludes “internal heat” from any 
claim, so anything you do incorrectly at 
this point will most assuredly involve your 
after-tax dollars.

Once the engine is running within limits 
consider repositioning the aircraft prior 
to turning on the avionics master switch. 
You may want to do so if hangar doors are 
open or there is what I call the “Nantucket 
Promenade” (dogs and hats and wind 
and leashes and romping children) on the 
ramp. Ensure that you are abiding by the 
“movement area” limits associated with 
controlled airports. Once the avionics 
master is on, let the gyros become 
fully erect before moving. This avoids 
premature failure of the gyros associated 
with excess bearing wear.

Avionics and Instrument Set-up2) 

After you copy and read back the 
clearance, put each item in the clearance 
somewhere in the panel in a way that 
allows you to fly the clearance with the 
least amount of button pushing. Generally 
this means having the first few waypoints 
(60 miles or so) in the GPS and the 
autopilot set to climb wings level at a rate 
consistent with Vy. Consider setting up 
the dual Garmin installation to maximize 

the information provided with the fewest 
inputs. There are many preset choices 
in the Garmins but few good ways to 
set them for minimal workload. A little 
CPT (cockpit procedures training) goes 
a long way toward making life easier in 
this category. We all need pretty much the 
same information but since each aircraft 
is slightly different, the setup is to some 
extent personal preference. 

 

You will know you have the set up right 
when you have all of the information you 
need and can get the job done with few 
buttons manipulated.  The newer panels 
do this with a great deal of elegance but 
the older Malibus can perform as well if 
you take the time to set up. This allows 
you to fly the clearance with the autopilot 
immediately, giving you the option to use 
the autopilot to avoid distraction. You have 
probably noticed that ATC will assign the 
same few typical routes out of and into 
your home airport or other airports you 
may frequent. If the routing includes a SID 
or a STAR so much the better, but often the 
clearance does not. In this case, consider 
putting in the waypoints as usual, but 
before adding the unique elements to the 
flight plan, save the repetitive part first. It 
will create a mini flight plan that is stored 
on page two of the flight plan drawer. 
You can now load that portion of the plan 
whenever you like with the least amount 
of button pushing. 

Taxi and Run-up3) 

The biggest threat to safety and enjoyment 
at this point is ground movement. The 
best thing that ever happened to runway 
safety was the introduction of the Avidyne 

safe taxi diagram. This geosynchronous 
delight comes with the CMax chart 
subscription and appears as the default 
page after landing. If you fly in and out of 
class Bravo airspace with any regularity, 
this tool is essential. Be ready to copy 
and read back the taxi clearance just 
as you heard it, omitting anything that 
the controller said that is not part of the 
clearance limit such as “use caution for 
men and equipment …” Avoid routinely 
asking for progressive instruction. Used 
as a crutch this is unprofessional and 
often a distraction for the controller, but 
ask if you must.

Take-off4) 

Count yourself lucky if you own a 
Meridian equipped with the Magic 1500. 
This autopilot has a small, black spring-
loaded button tucked into the left side of 
the throttle handle which is labeled “GA” 
for go around. It is affectionately known in 
the pro pilot world as the “TOGA” button 
for take off/go around. This should be 
used to fly the take off after the airplane 
is cleaned and trimmed. It should also be 

(continued)

Ten Things You Should Consider
When Using Avionics
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used for the go around. The 1500 also has 
an IAS (indicated airspeed) button which 
can and should be used for climb. In the 
old days, it was called a “FILCH” for flight 

level change. If you have one of the other 
autopilots without a TOGA or a FILCH 
button, use 800 FPM and the heading 
mode on the runway heading. These 

operations require good procedural 
discipline, so find your favorite instructor 
and get some.

Climb/Departure5) 

There are many variations of departure 
clearances, all of which can be safely and 
easily flown with an approach-certified 
GPS. Spend time with a qualified instructor 
on this topic. At the very least, it will make 
life easier, and it could possibly save 
you from encountering some cumulus 
granite. 

Let’s look at Vail, Colorado as a departure 
example. It is important that you are 
procedurally considering ODPs (obstacle 
departure procedures), even when you 
are sure they do not exist. If you are 
using NACO plates, you will have two 
places to look to verify the existence or 
absence of ODPs. Obstacle departure 
is your responsibility when the field 
is uncontrolled, and it certainly is not 
something I would delegate in any 
instance. The Gypsum 3 departure looks 
tricky to set up, but Garmin has a done a 
lot of the work. This departure can safely 
and confidently be flown in almost any 
weather with the correct buttonology. If 
you are more comfortable setting up the 
departure using the Red Table and Snow 
Hill VORs with the Nav radios, go ahead, 
but you are not getting your money’s 
worth from your Garmin. In this case, learn 
the procedures from a qualified instructor 
and practice them in VFR conditions until 
you are confident.

cont. page 54 ►
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Cruise6) 

Cruise is the time to kick back, relax and 
enjoy the ride, right? Yes, but first there 
is the top of the climb checklist. While 
we are on the subject, do you know the 
difference between a checklist, a flow and 
a memory item and when to use which? 
All three are important to know. 

Once the TOC checklist is complete, 
consider reevaluating the fuel and 
weather issues and set up a VNAV 
descent based on your best guess as to 
what ATC might direct you to do. I like to 
get the NEXRAD METAR and make some 
decisions about which runway I want and 
load the approach. I use three miles from 
the FAF and the altitude depicted on the 
chart for my VNAV setup. If you do this 
early, you may have to do it twice, but 
you will encounter fewer surprises. Use a 
conservative VS profile (say 500 FPM in the 
piston Malibu and Mirage) and begin the 
descent aggressively while still in smooth 
air. When you get to the undercast, you 
will undoubtedly have to slow down, and 
when done correctly, you will not be high 
on the approach. VNAV is a critical tool for 
avoiding the “slam-dunk.”

7)   Descent/Arrival

Load the approach as early as possible. 
Do this even if the weather is VFR for two 
reasons. First, you should always fly the 
Same Way Each and Every Time (SWEET). 
This helps to make flying in low weather 
no different from any other day.  Second, 
the weather situation could change, and 
surprises for the PIC are bad. 

Now, here is a trick that will help you do 
just that with the least amount of button 
pushing: load the full approach and then 
find the FAF on the flight plan page. Cover 
it with the cursor, and press direct once. 
Notice the presence of a course box 
on the resulting page? You guessed it. 
Scroll down to that box and enter the final 
approach course from the DTK column on 
the Garmin flight plan page. This will give 
a vectors to final magenta line straight out 
from the FAF, and it will keep the initial and 
intermediate fixes in the plan in case you 
need them for reference.

8)   Approach

When you hear the “H” word (fly a heading) 
from the controller, there are five plus one 
things that need to be done or verified to 
establish yourself on the approach:  
  

1. FLIP the frequency for the ILS from       
    standby to active. 
 
2. FLOP the CDI on the Garmin from GPS  
    to VLOC

3. SET the course in the HSI

4. ID (identify) the ILS frequency

5. ARM the autopilot

 ACTIVATE the approach when you 6) 
hear the “C” word (CLEARED for the 
approach)

(continued)

Ten Things You Should Consider
When Using Avionics



55 M  MOPAFALL 2009

Your autopilot has three conditions for 
automatic activation of the glide slope: 
1) the localizer must be centered, 2) the 
aircraft must be below the glideslope 
(note that if the glideslope is not alive 
when it should be check items 1 through 
6 above.), and 3) the glide slope must 
be armed. Different autopilots behave 
differently during manual arming, so be 
sure you know what OTTO is doing and 
what he will do next. Also know what you 
will do if OTTO surprises you.

9)  Landing

Once you are inside the middle marker, 
you must know in detail what you are about 
to see or not see, because the decision 
has to be made promptly. Some of you 
have seen my presentation on human 
factors, a series of images which slowly 
change. That presentation illustrates quite 
well this very concept. Change is difficult 
to perceive unless you know exactly 
what you are looking for. If not, you could 
easily see, for example, street lights and 
convince yourself they are something that 
they are not. 

You should reach DH with the power set, 
10 degrees of flaps and the autopilot 
engaged. This configuration will allow 
you to safely decide weather to go or 
continue. In order to make a timely and 
proper decision, you must focus your 
attention on the transition to the visual 
cues for landing. Use of the autopilot is the 
best strategy, but you must be adequately 
trained and procedurally competent for 
this to be your safest choice.

In the first photograph, the lighting system 
is clearly visible including the sequencing 
flasher (the rabbit) and the 1,000 foot roll 
bar, but the runway is not in sight. The 
well prepared pilot knows that the visibility 
requirement is not yet met because this 
lighting system is a MALSR, which is 2,400 
feet long measured from the approach end 
of the rabbit to the threshold. The second 
photograph shows the threshold lights 
and the displaced threshold. How many 
sets of markers must we see to continue if 
the visibility requirement is ½ mile?  
     
  

View the video at this link for the full 
story:

h t t p : / / w w w. r w r p i l o t t r a i n i n g . c o m /
ILS_200-5_Avidyne_Mirage_RIC.wmv

10)  Taxi/Shut-down

Taxi carefully. Stay on the yellow lines, 
and avoid drain swales, which tend to 
collect debris. Avoid taxiing over tie down 
areas, particularly ropes which can be 
pulled into the propeller. Get the electrical 

bus unloaded completely (except for Nav 
Lights) before disconnecting the Generator 
and/or alternators. Avoid running avionics 
with a GPU online. The battery normally 
helps to stabilize voltage on the bus by 
providing inductance. 

Do not forget to ask the line service 
personnel to move the aircraft right away 
if they need to, otherwise they should wait 
20 minutes for the gyros to completely 
spool down. In later model aircraft, use 
the #2 com radio for best results on the 
ground because the antenna for the #2 is 
on the top of the fuselage.

If we fly because we enjoy flying and the 
personal freedom that PA46 ownership 
provides, then it stands to reason that 
anything we can consistently do to 
preserve and improve on the quality of 
that experience is worthwhile. It is also 
true that the very enjoyment we seek is 
only realized if the flight stays safe. 

Safe, enjoyable flight is a worthy goal, 
not a forgone conclusion. The PA46 is, 
for some of you, your first experience as 
pilot in command in flight levels dealing 
with high altitude weather and cabin 
pressurization. Some come to the PA46 
with little or no experience with anti-ice 
and de-ice systems, 3 axis autopilots, 
HSI or EHSI, MFD, or weather radar.  All 
of that cumulatively means that we have 
a paradigm shift for the PA46 pilot. That 
is, a willingness to look critically at skills, 
knowledge and procedures and realign 
them with this new environment by giving 
up some old habits and forming some 
new ones. This is what training is about. 
Schedule your approved training on a 
regular basis, at least twice per year. 



56 M  MOPAFALL 2009



57 M  MOPAFALL 2009

Rob Valleau
Lincoln, MA

Rob is a business owner. His company is
TVPX. He holds a Commercial license 

with ASEL ASES and CFI ratings. He has 
over 1550 hours.

Tim Temple
Irving, TX

Tim’s occupation is “Investments”.

Florenzo Valli
N4173N

Lugano, Switzerland
Florenzo is Chairman of Valli, Pezzatti &

Associati. He has a 350 Mirage.

Richard Sears
N1032H

Escondido, CA
Richard is a professional pilot. He has 

over 6000 hours and holds a Commercial 
license and ASMEL, CFI and CFII ratings. 

His plane is a Meridian.

Jamie MacDougall
Palos Verdes Estates, CA

Jamie is a Dermatologist. He has over 
1800 hours and holds a Private license 

with an Instrument rating.

Steve Lepage
Memphis, TN

Steve has over 3240 hours and hold 
ASEL and Instrument Airplane ratings.

Tahir Nazir
Lubon, Poland

Tahir’s company is Bilsamaviation. They
have a Mirage.

Don Ferrario
Elmira, NY

Don’s company is Ferrario Auto Team.

Daniel McGee
San Jose, CA

Daniel lists his occupation as “High 
Tech”. His aircraft type is “Other”.

Barry Taft
Springfield, IL

Barry’s company is Taft Appraisal, Inc., a
Real Estate company.

Bill Vogel
Jackson, WI

Bill is CEO of Spring Valley. He has over
1200 hours and holds an Instrument 

rating.

Blain King
GUXL

Winnipeg, Canada
Blain is an Executive with Odysseus 

Capital in Winnipeg. 
He has a Meridian.

Ferrell Lasseigne
N4160T

Reserve, LA
Ferrell is a Contractor. He holds a Private
license with an Instrument rating. He has 

a Jetprop. 

Craig Scamehorn
Bellingham, WA

Craig is Director of Maintenance at
Command Aviation Inc. He has over 1000

hours.

Stephane Gouraud
La Chevroliere, France

Stephane lists his occupation as “Pilot”. 
His company is Synair Gie.

David Powell
Beaumont, TX

David is a Physician.

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.
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For almost as long as I have owned a 
Malibu, Bill Prymak and other MMOPA 
members have tried to get me to fly the 
Bahamas with them. Well this past March, 
my goal of joining them became a reality. 
Looking back, all I can say is that the wild 
enthusiasm I had heard is all understated. 
The natural beauty of the islands combined 
with the flying camaraderie made this a 
memorable adventure vacation.

My wife and I joined several other PA46 
owners gathered at Vero Beach for dinner 
followed by John Mariani’s briefing for our 
departure the next morning. Our group 
consisted of twelve couples, including 
two from New Zealand. Preparations 
included all the necessary charts, forms, 
survival gear, live vests and rafts. Our 
group included Malibus, Mirages, and 
JetProps.  Our route took us over Freeport 
(Grand Bahamas Island) to Nassau (New 
Providence Island) to Stella Maris (Long 
Island) to clear customs and pick up fuel. 
From there we flew another 65 miles to 
Pittstown on Crooked Island.  The total 
distance is about 450 nm from Vero Beach 
(KVRB).

Now if your idea of the Bahamas is 
Nassau, then Pittstown will be quite a 
surprise. This destination is distinctly rural 
and unspoiled. If casinos, dancing girls, 
and water slides are on the agenda, this is 
not the place for you. Crooked Island has 
about 300 residents, all hospitable. The 
runway is 3000 ft x 50 ft (though it has just 
been extended), unlit and uncontrolled. 
Planes are parked in the grass next to the 
strip, only a few hundred feet from our 
12 cabins.  Having your aircraft parked 
nearby under your direct control the entire 
time is oddly satisfying.

Accommodations were comfortable and 
clean, but not elaborate.  The rooms have 
no phone, TV or internet access. However, 
reasonable cell service is a recent addition 
so you can communicate with the outside 
world, if you really want to spoil the fun. 
Our little resort also included a separate 
bar for both locals and guests, plus a 
dining hall. Breakfast was a full hot buffet 
serving anything you might want.  The 
dinner menu consisted of whatever sea 
life was caught that day, including lobster, 

dolphin fish, conch, and other delicacies. 
For the meat eaters among us, we had 
flown in steak one night. 

After-dinner entertainment consisted of 
visiting around the table, creating the 
perfect opportunity to share jokes and 
stories. Later in the evening we continued 
the well-established ritual of walking the 
runway.  This served to provide a little 
exercise and the opportunity to see the 
heavens revealed, unspoiled by urban 
lighting. After a peaceful sleep the first 
night I realized that I had no idea what 
time I had gone to bed. The clock was just 
no longer relevant.

Part of this well-planned excursion 
included hauling in a wide assortment of 
gifts for the school children on Crooked 
Island and nearby Long Cay. A list of 
all the children with age and clothing 
sizes had been obtained, and with that 
information in hand the group brought an 
assortment of clothing, toys, books, and 
school supplies. We also brought two 
camcorders for the school staff.

Delivery of the gifts was a wonderful 
experience. The small one-room school at 
Albert Town on Long Cay was a breath of 
cultural fresh air. Eight children from 3 to 15 
years old were taught by a single teacher. 
The walls of the room were lined with the 
fundamentals of a classical education: 
grammar, math, science, character 
building, social studies, and patriotic 
training. These children were well-spoken, 
respectful, and polite. They allowed us to 
observe their ordinary activities to begin 
the day, which included reciting the Lord’s 
Prayer, memorized scripture, the Pledge 
of Allegiance to the Bahamian flag, and 
singing of their national anthem. I was 
struck by the enthusiasm for education 
on the part of both student and teacher, 
something that seems to be missing 
frequently from our modern schools.

Our visit with the school children at 
Pittstown was similarly memorable. The 
event was attended by much of the town. 
We were greeted as dignitaries, complete 
with the school band proudly playing to 
welcome us in style. Each child was called 
up to receive his or her bag of gifts. The 

scene was reminiscent of unwrapping 
presents on Christmas morning. One boy 
about 10-12 years old received a plastic 
football.  As he was not entirely sure what 
to do with the gift, I offered to show him 
how to throw and catch the odd looking 
ball. He could not get enough and asked 
me if I was a professional football player. 
I was flattered by his enthusiasm and 
gratitude, but had to admit candidly that 
my athletic aptitude and skills were quite 
ordinary.

Our group spent a day on the water 
exploring the pristine beaches, diving 
for conch and lobster, swimming, and 
snorkeling. On another day we visited the 
old light house built it 1876. Located about 
a mile offshore from our cabins, the light 
house is no longer inhabited, but is still 
active thanks to banks of solar panels and 
batteries to provide illumination at night.

I can now enthusiastically join other 
MMOPA members in highly recommending 
flying to the Bahamas if you have not yet 
had the experience. There are so many 
islands to visit, and each has a unique 
history, story and personality. As PA46 
pilots, we have an opportunity to see this 
island country as few others ever will. 
Fully exploring the rich opportunities in 
the Bahamas would take many years, so 
you had better get started right away.

Enroute to Stella Maris, once past Nassau 
we descended for a close up view of the 
Eleuthera Islands.

Airboss Bill Prymak supervises incoming 
PA46s with the help of Susan Rogers and 
Laura Lane.

Bahamas Flyout
Jonathan Sisk
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One attraction of Pittstown is parking your 
aircraft within a few hundred feet of your 
cabin.

Exploring the shallow water and pristine 
deserted beaches around Crooked 
Island.

New Zealander, Lynn Ferguson, discovers 
what creature (dinner) lives inside those 
beautiful conch shells. 

Enjoying a sunset drink outside the beach 
front cabins before dinner.

Aerial view of the lighthouse island about 
1 mile off shore from resort and airstrip in 
background.

Lighthouse off Crooked Island built in 
1876 is a favorite place to explore. No 
longer occupied, it still operates nightly 
using solar panels and batteries.

Ready to launch for another day on the 
water - Jill & Ian Andrews (front) and  Ruth 
& Mike Harshman (rear).

One-room school house at Albert Town on 
Long Cay provides a classical education 
for 8 students ranging from age 3 to 15.

PA46 expedition flyers gather with children 
outside the Albert Town school house.

Albert Town musician provided an 
impromptu concert for our group.

Maria Mariani and Lynn Ferguson show 
their appreciation to Bruce Knowles for his 
hospitality during our visit to Albert Town.

Texan Ty Lane just can’t seem to wipe 
the grin off his face when boating in the 
Bahamas (wife Laura in background).

cont. page 60 ►
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Marching band welcomed our group as 
we arrive to distribute gifts to the children 
of Crooked Island.

School children of Crooked Island gather 
around Maria Mariani.

Children called forward by school principal 
to receive their bag of clothing and gifts.

This little fellow seems pretty excited to 
receive his bag of gifts.

A picture of friendship. I was about to 
snap a picture of the girl on the left when 
she said: “No, let me get my friend first.”

John Mariani helped kids to assemble their 
kites and fly them. I guess that qualifies as 
“initial training.”

Beautiful sunset from our beach with 
lighthouse in background.

With no TV, we quickly discovered that 
New Zealander Ian Andrews had a flair 
for spinning yarns and telling stories after 
dinner.

An Osprey quickly reminded us that we 
have a lot to learn about really flying.

Bahamas Flyout

(continued)
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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
Pilot-friendly manuals are now available 
for the  GPSmap 696 and Garmin G900X. 
Our task-oriented manuals are simplified 
directions that lead you step-by-step 
through all the operations. An Index 
supplements the Table of Contents to help 
find specific subjects. Using our manuals 
along with the unit in simulator mode or PC 
trainer on the computer is the FASTEST 
and EASIEST way to learn the intricate 
operations.

Our Library also includes: The Garmin 
GNS 430, 430W, 480, 530, 530W, GPS on 
the G1000, G1000W, GPSmap 295, 196, 
296, 396, 496, Bendix/King’s KLN 89B/94, 
KLN 90B, KLN 900, Lowrance 600C and 
2000C. G1000W and G900X cost $54.95, 
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

19th Annual Convention
October 28-31, 2009 Scottsdale, AZ
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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:

SAFETY SYSTEMS / MAINTENANCE SESSIONS:

Events Calendar
19th Annual Convention
October  28-31, 2009
Scottsdale, AZ

Helpline ...
620-728-8634

August 14 – 15   
Olathe, KS
Johnson County Executive Airport (OJC)
Piper Host / FBO:  Kansas City Aviation 
Center, Inc. (KCAC)

September 18 – 19   
Bar Harbor, ME 
Hancock County – Bar Harbor Airport 
(BHB) Piper Host / FBO:  Columbia Air 

Services   

November 12 - 14   
Vero Beach, FL
Vero Beach Airport (VRB)
Host:  Piper Aircraft Company
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