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  AT  L E G AC Y  F L I G H T  T R A I N I N G
                     A n  I n t e ra c t i ve  Tra i n i n g  C e n t e r

TAKE 
CONTROL

LEGACY FLIGHT TRAINING PROVIDES:

3 Training in full-motion simulators for the Meridian,  
    Mirage, Malibu, and Matrix

3 Initial and recurrent training courses

3 In-aircraft training always available

3 Flexible schedules to meet your needs

3 Standardized and experienced instructors

3 Competitive pricing

3 Training in Vero Beach or your airport 

3 FAASTeam Approved Training Provider

3 Insurance approved 

Legacy Flight Training LLC 
3400 Cherokee Drive, Suite 105
Vero Beach, FL 32960 • 772-539-0420
www.legacyflighttraining.com  
EMAIL: bill.inglis@legacyflighttraining.com

P E R S O N A L I Z E D  A N D  P R O F E S S I O N A L  T R A I N I N G  I S  O U R  M I S S I O N

WE HAVE THE ONLY FULL-MOTION MERIDIAN & 
MIRAGE SIMULATORS IN THE WORLD

COME TRAIN IN OUR BEAUTIFUL TRAINING  
CENTER IN VERO BEACH, FL



AIRCRAFT SALES & SERVICE

www.tempusaircraft.com

Discover the benefits of truly 
outstanding sales and service

We're committed to meticulous attention to detail, whether it's a sale or service visit.

If you're looking for a trusted resource to assist you in buying or selling a new or used aircraft, 
or you need a Factory Authorized Service Center to maintain your late model Piper or Pilatus, 

you'll benefit from a relationship with our industry experts.

To see these benefits for yourself, contact Tempus Aircraft Sales & Service today.
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THE OK PLATEAU
By Tom Kieffer

FROM THE PRESIDENT

TIt is a little more unusual to meet a fellow MMOPA member 
at the visiting FBO that we happen to be at (other than fly-in 
conventions). It has happened to me few times now. The first 
time was a few years ago when John Weaver (JetProp, KMTJ) 
and I both stopped at Salina, Kan., (KSLN) at the same time, 
while traveling in opposite directions across the country. John 
and I had met at a few MMSTF Seminars so we already knew 
each other, and we only had time to say “hello” before we were 
both on our way. What are the odds? How can that happen? 
Easy – cheap fuel.

My most recent MMOPA encounter was in my hometown 
of Dubuque Iowa (KDBQ.) I fly to Dubuque (190nm) twice 
a month to visit my dementia burdened mom. And while I’m 
there I get to trade hanger talk with my 78 year old father-in-
law who is still instrument rated and flying his own Saratoga. 
Doug is also Chairman of the Dubuque airport commission, 
so I score a nice fuel discount to boot. (Digression: 78 years old, 
active board member, IFR Saratoga driver – sign me up for that 
program! – can you marry into a gene pool?)

MMOPA member Larry Wolff is based in KDBQ and is 
flying a brand new Mirage. We met as I was getting ready to 
depart, and the line guys suggested that I should check out this 
new Mirage in the hangar. I have to admit that new leather smell 
and the fit and finish of that beautiful new Mirage certainly got 
my mind in that inevitable “bigger, faster, newer” owner/pilot 
fantasy spin for a moment. Piper is really doing a nice job with 
these airplanes.

And while Larry is proud of his airplane, he was most proud 
to show me the checklist that he uses. I have seen a lot of check-
lists and have spent countless hours trying to improve my own. 
Ultimately, checklists are personal matters and everyone’s is 
above average. Larry’s checklist was a custom pre-printed page 
that he takes notes on and uses a new page on every flight. I 
actually do something similar and end up with a detailed log of 
every flight. I haven’t found a way to do this electronically yet, so 
this is the last vestige of paper in my cockpit. 

But what struck me was that he had a section on his checklist 
where he graded himself on each phase of the flight. 

GETTING UNSTUCK
Which leads me to my own thoughts about fine-tuning your au-
topilot – the other autopilot. Anyone flying a PA-46 is at least an 
instrument-rated pilot with hundreds and typically thousands 
of hours. Most elements of flying long ago became as instinctual 
as riding a bike. We don’t even think about talking on the radio, 
filing flight plans, evaluating the weather, crosswind landings, or 
the V speeds in the pattern. Those things are on our brain’s auto-
pilot, along with almost all the pilot skills that we have acquired.
 The OK Plateau is that place we all get to where we just 
stop getting better at something. Think about it, has your 
typing or reading speed increased lately?  You do both all day 
long, but once you reach a certain level, you just never get 
appreciably faster at it. That’s because it’s become automatic, 
and you have accepted it as OK and good enough.  If you 
want to become a faster typist, it’s possible, of course. But 
you’ve got to bring the task back under your conscious con-
trol. You’ve got to push yourself past where you’re comfort-
able, start making mistakes as a result and learn from them. 
That’s the way to get better at anything. (I think I just wrote 
ad copy for simulator training.)
 I recently eclipsed the 2,000-hour mark and consider myself 
an experienced pilot at this point. I do two-day recurrent 
training and attend at least one MMSTF seminar, as well as an 
IPC or two thrown in for good measure every year.  My insur-
ance company thinks I’m OK but was I really getting better?
 I find that my piloting is a little bit better when somebody 
is watching or sitting in back. My rollouts are smoother, etc. 
Of course my friends in the back don’t know that I missed 
the altitude or heading by some degrees or feet or that my 
stabilized approach wasn’t.  
 So, now I’m watching. I’ve added the grading section to my 
checklist and started evaluating my piloting performance after 
every flight. After 2,000 hours, I am graduating to focus on 
getter better, rather than being good enough.

Tom Kieffer is CEO of Virteva, an IT services provider in Minneapolis and 
Phoenix. He can be reached at tkieffer@mmopa.com.

The unexpected benefit of owning and flying a PA-46 is all the great MMO-
PA people you meet. I guess it’s no surprise that pilots of similar experience, 
passion and good fortune would end up buying the same airplane. Of course 
it’s not unusual to hear fellow MMOPA PA-46 drivers on the ATC frequen-
cies, or see PA-46s parked on the ramp of the airport you’re at. 
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FIRST LOOK

One of the few downsides of a turbine engine is the plume of soot out the cowling 
and down the side of the airplane. Turbine Soot Master was created by professional 
aircraft detailers to remove that ugly soot in a single swipe.

Their streak-free formula safely dissolves carbon, grease and oil revealing a clean 
surface with very little effort. This product is rinse-free and does not require any 
water. Just spray on and wipe the surface clean with a microfiber or terry cloth. 
Manufacturer Real Clean Aviation Products is so sure you’ll love the Turbine Soot 
Master they’ll refund 100 percent of your money and even pay for return shipping. 
Get more at RealCleanProducts.com.

Turbine Soot and  
Grease Cleaner

F-15s Over 
Afghanistan
Ever picture yourself in the cockpit of an 

Air Force F-15E fighter or wonder what 

getting shot at is like? Pale Moon Rising, 

a military action-adventure novel by 

Scott Perdue, starts out with a chilling 

description of what could have hap-

pened onboard the hijacked airliners on 

9/11. Fast forward to the barren hills of 

Afghanistan where Army Special Forces 

bring the war to al-Qaeda. 

 Perdue, ex-Marine grunt and Air Force 

fighter pilot, doesn’t let the cobwebs 

grow before introducing the F-15E and 

Jenny Goode. Jenny always wanted to 

be a fighter pilot and has reached the 

top the profession just in time to fight 

the War on Terror. You are right there in 

the cockpit with Jenny as she fights to 

save those on the ground. 

 Every detail, from the ground, to the 

inner workings of modern war, even to 

the buttons and switches of the F-15E, 

reeks with authenticity. Perdue’s story is 

a fast-paced, action-packed thriller that 

doesn’t let up until the last page. It’s easy 

to see why his call-sign is “Gunny.” 

 Pick up a copy online from Amazon.

com where an eBook will be available 

soon! Just realize you won’t be able to 

put it down!Now You See It, Now You Don’t
The problem of ground-based lasers focused into cockpits is growing. Now the  

LaseReflect LRG10 glasses protect pilots and law enforcement from laser-pointer  

attacks. Multilayer dielectric thin films provide high transmittance with deep, narrow 

notches to maximize laser reflection while minimizing impact on light levels and color 

recognition. The glasses provide greater than 99-percent reflection of green (532 nm) laser 

pointers, with additional reflection at 1064 nm. All the details are at LaserFocusWorld.com.
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MAXIMUM 
CRUISE 

325KTAS

TIME TO CLIMB 
SL TO 28,000
13.5 Minutes

RANGE MAX 
CRUISE

1385 NM

RANGE ECO 
CRUISE

1628 NM

PAYLOAD 
(FULL FUEL)

1170 lbs.

FILL IT UP. GO THE DISTANCE.

www.epicaircraft.com 541-318-8849 888-FLY-EPIC

D E S I G N .  P E R F O R M A N C E .  L U X U R Y.

Photo: Jessica Ambats



FIRST LOOK

BLUE-
TOOTH 
GPS
Connect up to five devices (including 
iPad, iPhone or iPod Touch) at a time for 
real-time GPS data with the Bad Elf GPS 
Pro.  Share the data with your crew or with 
passengers in the cabin so they can follow 
their flight on their own iPads.

The GPS Pro features a large LCD screen 
with backlight that provides great visibility, 
day or night. See your location, speed, head-
ing, altitude and GPS lock status at a glance. 
No need to guess the meaning of blinking 
LED indicators or leave your favorite app to 
check the status of your GPS receiver.

The GPS Pro provides a battery life of up 
to 16 hours when connected to your iOS 
device via Bluetooth and supports a GPS 
reporting rate of 10 times per second (con-
figurable). With the accessory in stand-
alone data-logger mode and Bluetooth 
turned off, you can expect a battery life of 
up to 32 hours. Read more about the Pro 
GPS at Bad-Elf.com.

Most Comfortable  
Cockpit Sunglasses
After a long day of flying with a headset, ordinary sunglasses can dig uncomfortably 
into the side of your head. Flying Eyes are different. They’re designed to be the most 
comfortable glasses you’ll ever wear with your headset, using a flat, flexible strap to 
hold the lenses in place. That allows your headset to seal properly and give you its best 
performance. The polycarbonate, optically correct, non-polarized glasses are scratch 
resistant and come in a padded carrying case that slips right into your headset bag. 
Look through all the information at FlyingEyes.biz. 

Panasonic Toughbook
The Toughbook U1 is made to take an obnoxious amount of abuse. Toughbook U1 Ultra 
features a brilliant LED screen capable of up to 6000 nit in direct sunlight and can auto-
matically adjust its screen brightness to fit its environment. Genuine Windows® 7 support 
means an easier-to-use interface and more off-the-shelf commercial applications than 
any OS on the planet. Plus the Toughbook features a rugged modular design and a host 
of integrated options like GPS, 3G Gobi™ mobile broadband, camera and barcode readers 
so there are no limits to productivity. This small portable computer is ideally suited for 
multi-tasking applications such as SAP, CRM, turn-by-turn directions, drawings, sche-
matics, GEO tagging and paperless forms to name a few.  Learn more at Panasonic.com.
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THE GARMIN G950 RETROFIT FOR PIPER MERIDIAN 

2013 Piper Mirage

s/n: 4636578, G1000 Avionics, 
2-Year Piper Warranty, Interior 
with 6 Premium Seats in Dune 
Leather

2010 Piper Meridian

s/n: 4697427, 650 Hours, G1000 
Avionics with Synthetic Vision. 
Service Center Maintained, No 
Damage History.

2001 Piper Meridian

s/n: 4697094, 2025 hrs, 470 Hours 
Since HSI, Annual Completed 
May 2013, High Gross Weight Kit 
installed, G950 Avionics.

for Piper Meridian
by Cutter Aviation

AVAILABLE EXCLUSIVELY FROM CUTTER AVIATION. RESERVE YOUR SPACE NOW!

Upgrade the outdated Meggitt or Avidyne avionics panel in your Piper Meridian and transform it into 
the most modern panel available -- with the new Garmin G950 Retrofit from Cutter Aviation.  

BETTER BY ALL MEASURES 
Powered by the latest from Garmin, you’ll immediately enjoy the total situational 
awareness, expanded capabilities, and peace of mind that only a modern glass cockpit 
like the G950 can give you.  With a clean panel design containing up to three generous 
12” PFD/MFD displays -- seven square inches more than brand new Meridian panels 
-- your eyes will enjoy the G950 too!

Cutter Aviation
Phoenix Sky Harbor International Airport (PHX) 
2802 E. Old Tower Road - Phoenix, AZ 85034

CALL 602-267-4070 OR VISIT CUTTERG950.COM

ACT NOW TO SCHEDULE YOUR UPGRADE! 
We have limited spots open.  Call us today and reserve your date to upgrade your Meridian.



SIZE MATTERS

E
very pilot worth his ratings understands the basics of defin-
ing takeoff performance. Aircraft manufacturers publish 
performance charts designed to allow pilots to determine 
runway requirements under a variety of conditions.
 Trouble is, runways aren’t always so obliging. They come 
in all shapes and sizes — short, uphill, slick, narrow, some 
perched on top of mountains or surrounded by tall trees, 

others nestled in deep valleys. In some instances, pilots are provided with 
charts that outline solutions to the problems. In other cases, aviators must ad 
lib, and therein lies the rub. 
 Single-engine turboprops have most of the aces when it comes to acquisi-
tion and operating costs, safety margins and some parameters of climb and 
cruise, but they’re as susceptible to the vagaries of runways as any other 
airplane type. Also, it’s important to remember that there’s no such thing as 
accelerate-go performance following an engine failure, so it’s important to get 
it right every time.
 Sadly, some pilots’ familiarity with the aforementioned charts stops with den-
sity altitude. Enter the chart at the proper pressure altitude, move across to the 
appropriate outside air temperature, and you have a reasonable density altitude 
with which to calculate both takeoff and landing requirements for a given weight. 
 …Or do you? The pure density altitude calculation above ignores several 
other factors that may have a major impact on takeoff/landing distance. 
 One of the most commonly ignored factors is runway gradient. Runways 
aren’t always conveniently flat. Some aircraft companies offer little or no 
information about runway requirements beyond density altitude at various 
weights. Fortunately, a few flight guides provide enough information to allow 
a pilot to calculate his or her own takeoff and landing distance.

RUNWAYS:

SIZE 
MATTERS
   …And so does temperature, elevation, gradient, surface 
  condition, location, width and obstacles. BY BUD CORBIN  
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The usual rule on an inclined runway is to 
prefer landing uphill and departing down-
hill, but that’s an oversimplification that 
won’t work in all conditions. Terrain consid-
erations or the old devil wind can frustrate 
that plan, partially negating the benefits of 
downhill takeoffs and uphill landings.  
If the wind isn’t a factor, however, you may 
be able to make a decent SWAG estimate 
without help from the chart that’s not in the 
manual. Some airport information guides 
provide a numerical readout of runway gra-
dient, but if they don’t have those numbers, 
you may be able to make reasonable perfor-
mance estimates anyway. 

Airguide Publications, for example, in 
their excellent Flight Guide, suggests that 
Sedona Airport in Arizona has a 1.8 percent 
uphill slope on Runway 03. Since the runway 
is 5,132 feet long, that means the threshold of 
Runway 21 is roughly 90 feet higher than the 
beginning of Runway 03. 

If you don’t know the runway gradient and 
there’s no official source of information, you 
can estimate it fairly easily, assuming you’re 
already on the ground. Taxi your airplane 
to both the low and high runway thresholds 
and note the two altimeter readings. Then, 
simply divide the difference between the 
two settings by the total runway length, and 
you’ll have your gradient. 

 OK, so now you know the gradient is 1.8 
percent. What do you do with that number? 
The rule of big toe is that every 1.0 percent 
dictates an adjustment of roughly 10 percent 
in takeoff or landing distance. If you’re 
departing Sedona and there’s no wind, the 
improved acceleration of the downhill slope 
will provide a benefit equal to roughly 18 
percent more runway, and an uphill takeoff 
will exact an 18 percent penalty.  
 In other words, if your airplane would 
normally require 2,000 feet to lift off on a flat 
runway, you should require only about 1,660 
feet (2,000 – (1.8 x 2,000) = 1,660 feet) depart-
ing downhill at Sedona. An uphill departure 
that might demand 2,000 feet under normal 
conditions will consume 2,360 feet to rotation.

An additional problem arises when the 
wind blows from the “wrong” direction. This 
can be especially critical during landing. 
Remember that a 10 percent increase in 
groundspeed results in a 20 percent increase 
in takeoff or landing distance. An uphill 
landing with a tailwind is usually prefer-
able to a downhill landing with a headwind 
unless the winds are fairly strong. That’s 
because it’s usually easier to brake traveling 
uphill than downhill. 

Similarly, an uphill takeoff with a tailwind 
is more desirable than a downhill takeoff 
with a tailwind unless wind speeds are 

excessive. In either case, you should try to 
establish a go/no-go point to help determine 
when to abort. If you’re departing uphill, a 
rejected takeoff is usually easier, as again, the 
slope will assist braking action. You may find 
braking relatively ineffective in the downhill 
direction should you need to stop.  
 The question is: Where do you draw the 
line between an upwind, uphill takeoff or 
landing and a downwind, downhill operation? 
To avoid leafing through charts, a bush pilot 
friend in Alaska who used to land on glaciers 
and other even less conceivable places says 
he’ll virtually always depart or land into the 
wind if the breeze is blowing at 10 knots or 
more. Anything less than that and he’ll usually 
opt for a downhill operation. 
 On downhill landings, the flare will be pro-
tracted since the runway is actually falling away 
from you. It may take awhile for the wheels to 
touch down and allow any braking at all. You’ll 
obviously want to dump flaps immediately 
upon ground contact (or even slightly before) 
to place the airplane’s weight on the tires.  

A wet or snow-covered runway creates a 
new set of problems, many of which are dif-
ficult to quantify. As little as 1/10 inch of water 
can cause aircraft tires to experience dynamic 
hydroplaning, effectively losing all contact 
with the runway and making control extreme-
ly unlikely. NASA has explored hydroplaning 

SIZE MATTERS
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at length and has developed a checklist to deal 
with the problem. Here’s the short list of how 
to handle a rain/snow-slick runway.   

1. Approach at the slowest airspeed  
 consistent with safety. 

2. Land firmly, rather than attempting   
 a greaser.

3. Lower the nosewheel to the runway as  
 soon as the main wheels are firmly   
 on the surface.

4. Avoid heavy braking until speed has been  
 reduced at least 20 knots below touchdown. 

5. Retract the flaps immediately after touch  
 down to place maximum weight on the tires. 

6. If there are strong crosswinds above a  
 rain-or snow-slick runway, consider   

 diverting to an alternate.  

It may be more urban legend than fact, but 
one TWA captain flying into Kansas City 
in the ‘50s is alleged to have discovered a 
unique technique to handle an icy runway. 
The pilot of a Lockheed Constellation was 
trying to land on a runway slick with rain 
and ice. Right after touchdown, the captain 
lost all directional control, and the Connie 
began to turn left.   
 The airplane was still tracking the center-
line but slowly rotating counterclockwise. 

Realizing he couldn’t correct the increasing 
yaw, the captain reacted instinctively, reduc-
ing power on both left engines and en-
couraging the aircraft’s rotation until it was 
sliding backwards down the runway. Then, 
he went to full power on all four engines and 
stopped in a few hundred feet with no dam-
age. Believe it or don’t.  
 Unprepared runways present their own 
special share of problems. We understand 
that few folks would subject a Meridian, 
TBM-850 or PC-12 to rough, off-airport 
operations, but none of the three types need 
be confined to long, flat, asphalt surfaces. 
 If you’re flying from a strip built on a short 
grass surface, you may see little performance 
difference between that and a standard Teter-
boro-style runway. One standard rule is to 
add 15 percent to the runway requirement, 
but that’s only for a relatively even runway 
with short grass and no major potholes. 
 Problems arise when the grass becomes 
long or wet or turns to dirt. If the grass 
comes halfway up the wheel, add 30 percent 
to the runway requirement. Anything taller 
than that, find a mower.
 Certainly one of the most challenging run-
ways in the world is the tiny slice of asphalt 
at Tenzing-Hillary Airport in Lukla, Tibet. 
As the name implies, this miniature moun-
tain strip is the gateway to Mt. Everest Base 

Camp, and it’s laid out high in the Himalayas 
at an elevation of 9,318 feet. That’s strike one. 
Strike two is the length, a barely noticeable 
1,700 feet. 
 Strike three is that it’s a no-go-around run-
way unless you happen to be flying an F-15 
with afterburner and the ability to miss the 
approach straight up. The Himalayas circle 
the airport and climb to well over 20,000 
feet. You must land pointed straight at a solid 
rock wall that climbs several thousand feet 
behind the runway. 
 But wait, there’s more happy news. The 
runway has a startling slope of 12 degrees, so 
you must land on the uphill Runway 06 and 
depart on the steep downhill Runway 24. The 
high end of Runway 24 is a full 100 feet above 
the elevation of the approach end. Strike four.
 If you’ve somehow managed to ar-
rive safely and need to depart, Runway 24 
terminates in a sheer cliff that drops away 
into often violent turbulence 2,500 feet to the 
valley floor below. Strike five. 
 Introduce the variations of a rain- or 
snow-slick surface, erratic winds blow-
ing through the canyons, occasional high 
temperatures that elevate density altitude 
well into five figures and sap engine power, 
bad biorhythms and the wrong phase of the 
moon, and the inning (as well as the entire 
game) may be over.
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You’re a Piper owner, and you deserve the best. That’s why at Piper our 
Global Customer Support team is available 24/7 to keep your aircraft serviced, 
supported and ready for your next flight. And with more Genuine Piper Parts 
available through Aviall than ever before, it has never been easier to get the  
part you need, when you need it. 

To learn more, contact Piper or your  
local Authorized Piper Dealer today.

Our mission is you.
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FIVE THINGS 
YOUR ENGINE 

HATES
The P&W PT6A engine is almost unbelievably durable – almost • By Bill Cox

One of the major attractions of turboprop power plants 

is that they’re difficult to abuse. Pilots transitioning 

from pistons to a turbine are sometimes amazed that 

the latter are so simple and easy to manage after serv-

ing an apprenticeship with often temperamental, com-

plex, six-cylinder piston mills. The Pratt & Whitney PT6A 

has been produced in dozens of configurations, logged 

some 380 million flights hours, most of them trouble 

free, and been installed in some 50,000 aircraft.    
Of course, as all of us who’ve had the pleasure of flying behind a PT6A turboprop are well aware, 
a free-spinning turbine engine shares with a piston mill the age-old proviso that the worst thing 
you can do to an engine is start it. Piston engines endure much of their total wear from the 
simple act of engaging the starter. Even if a pre-oiler system is installed and used religiously on 
every start, hot weather or cold, a piston mill probably incurs more wear during start than in any 
other phase of operation. 
 Turbines can also suffer from the start process, but not for the same reasons. A turbine engine is 
delicately balanced and turns pretty much everything in the same direction, so unlike piston mills, 
there’s little friction generated during start. As every turbine pilot knows, however, turbines are 
more sensitive to the dreaded hot start, a situation most often associated with low electrical power. 
 Hot starts are the bane of turbine engines. The start process is fairly straightforward, provided con-
ditions are reasonable and the battery is at full charge. P&W engines are designed to start on battery 
power alone, but if the voltmeter suggests battery voltage is less than 24 volts or if the OAT is less than 
0 degrees F (-18 degrees C), the manufacturer recommends using an auxiliary power unit. 
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 In a standard, unassisted start, the 
starter-generator turns the engine to ensure 
an adequate flow of air before the pilot in-
troduces fuel. If the engine isn’t turning fast 
enough to provide cooling air (usually 12 
percent) or if fuel is introduced too soon, 
the result may be a start that exceeds the 
recommended inter-stage turbine tempera-
ture or ITT (usually 1,000 degrees C). In 
other words, hot starts are caused by nor-
mal fuel flow at insufficient rpm, whether 
it’s because of cold temperatures or a low 
battery. Overtemping an engine for more 
than about five seconds during start may 
result in a hot-section overhaul (typically at 
least $25,000). 
 For that reason, pilots are rolling the 
dice when they insist on starting with 
low electrical power just because of the 
convenience factor. A few extra minutes to 

contact the FBO and roll out the start cart 
is a small price to pay for the confidence 
that every start will have sufficient juice. 
Another problem that can cause mainte-
nance and performance deficits on turbine 
engines is dirty stator blades. This may be 
reasonably easy to remedy by simply treat-
ing the engine to regular wash jobs. This 
can actually restore some engine perfor-
mance by eliminating stubborn deposits 
that might otherwise degrade aerodynamic 
efficiency of compressor blades. 
 Aircraft operated in saline environments 
may tend to accumulate salt deposits on the 
blades. Similarly, jet fuel contains sulfur, 
and the high temperatures (about 1,500 
degrees F) of burning Jet A in the combus-
tion chamber may leave sulfidation on 
the stators, a tough coating that can erode 
special preparations designed to protect the 

turbine blades. If these coatings are worn 
away, corrosion is a strong possibility. 
 A regular schedule of engine washes 
can restore EGT margin and improve fuel 
efficiency by one percent or more, reduce 
corrosion from salt-laden air and help to 
reduce overhaul costs. A one percent reduc-
tion in fuel burn can be more significant 
than it sounds. On a typical single-engine 
turboprop that burns 40-70 gallons per 
hour, a one percent improvement extrapo-
lated over a 3,600-hour TBO can amount to 
as much as 2,000 gallons of jet fuel, worth 
probably $12,000 at today’s prices.
 Speaking of fuel, that can be another 
major problem for all manner of aircraft 
engines. Fortunately, turbines aren’t as 
sensitive to misfueling as pistons. A tur-
bine engine accidentally filled with AvGas 
will usually run reasonably well on piston 
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fuel, though ITT will usually increase by 
100-150 degrees. 
 Conversely, piston engines are totally 
intolerant of burning jet fuel. The great 
airshow pilot, Bob Hoover, lost a Shrike 
Commander because of misfueling with 
jet fuel, and I almost lost a Cessna 421 in 
the Canary Islands for the same reason. I 
was ferrying the airplane from Carlsbad, 
Calif., to Johannesburg, South Africa, 
and stopped for fuel and an overnight at 
Tenerife. 
 The next morning, I filed a flight plan 
for Abidjan, Ivory Coast, and returned 
to the airport to refuel. I didn’t notice 
that the truck that pulled up to top off 
my Golden Eagle was carrying Jet A. The 
paint on the side of the truck facing me 
was worn away, and I made the mistake of 
assuming the lineman knew my airplane 
was piston-powered. I didn’t check the 
opposite side of the truck to make certain 
I was receiving AvGas until one tank of 
the Golden Eagle had been filled, and I’d 

finished filling out paper work. I walked 
around to the opposite side, saw it was 
marked Jet A and stopped the fueling 
immediately. The boss of the fuel team 
made the lame excuse that they’d serviced 
a Cessna 425 Conquest the night before, 
and they assumed my airplane was the 

same model. It was totally my fault for not 
checking the truck in advance. The crew 
had to drain the left wing completely, us-
ing drums, then refill with AvGas, a very 
expensive mistake. 
 Even if you’re using the proper type of 
fuel, you’re partially at the mercy of the 
FBO on quality. You can check to deter-
mine that it’s Jet A rather than AvGas 
simply by the smell and feel. Jet is greasier 
and smells like kerosene. But there’s not 
much of a way to test its efficacy. 
 Foreign-object damage (FOD), on the 
ground or in flight, can be a critical prob-
lem, and contrary to popular belief, it’s not 
always the result of a dramatic bird strike 
or something similar over the Hudson, off 
the island of Manhattan. Sometimes, you 
can FOD an engine and not know it until 
you land. In fact, ground foreign-object 
damage can be more insidious and, there-
fore, more dangerous. 
 FOD is rare on Pratt & Whitney power 
plants because of the engine’s unique iner-
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tial separator, sometimes referred to as an 
ice vane. It’s a deceptively simple devise, 
but it works perfectly. As PT6A fans know, 
the engine is mounted backwards in the 
nacelle. The P&W design employs reverse 
flow that provides it with an advantage over 
the Garrett power plants. 
 In normal configuration, air enters the 
inlet scoop and must make an immediate 
90-degree turn. If the inertial separator 
is engaged, a door at the rear of the inlet 
opens and anything with significant mass 
exhausts straight through to the outlet 
before it has a chance to flow through the 
engine. The inertial separator is intended 
primarily for preventing ice from entering 
the inlet in flight, but it can also be used for 
sidetracking sand, dirt or anything else that 
might be bad for turbine blades. There is a 
slight power loss with the inertial separator 
engaged, so P&W warns not to use the sys-
tem on takeoff, but if you’re operating from 

a rough, dirt strip, where max performance 
isn’t required and you have a bad feeling 
about the possibility of FOD, by all means 
feel free to engage the separator. 
 Just as with piston power plants, one 
item that’s often missed in any analysis of 
an engine squawk is prop balance. It’s im-
portant to remember the prop on a PT6A 
is free wheeling, and any imbalance can 
impart a minor vibration, sometimes so 
insignificant as to be almost unnoticeable. 
For that reason, prop balance should be a 
mandatory check during any maintenance.
 OK, there are actually more like six 
things turboprop engines hate. Partially 
plugged fuel nozzles are another con-
cern that can play havoc with a turbine 
engine. Turbine power plants are noted for 
smooth running, but plugged fuel nozzles 
can change that for the worse. 

 Perhaps surprisingly, a not uncommon 
problem is fuel nozzle tips that are the 
wrong part numbers. Many nozzles have a 
nearly identical physical appearance, and 
it’s possible to confuse one nozzle with 
another. In the worst case, improper or 
worn nozzle tips can cause extensive hot 
section damage. A small, dedicated, ultra-
sonic cleaner will usually do a good job of 

restoring a nozzle, and a second cleaning 
often results in resumption of normal flow 
patterns. 
 The good news is that pilots flying behind 
PT6A engines have the sure knowledge that 
they’re operating the most reliable turboprop 
engines above the planet. That’s especially 
important in a single-engine propjet where 
reliability is everything.
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The Broadmoor

Maintenance
More of your questions answered BY KEVIN MEAD

Mirage/Matrix Hotline FAQ

T
his is the second in my series of articles 
based on the questions I receive most 
frequently on the MMOPA technical hot-
line. In the summer issue, I concentrated 
on the PA-46-310P. This time I will pres-

ent the PA-46-350P topics I encounter most often.  
Much of the information I present will be applicable 
to both the Mirage and the Matrix. 

QUESTION: My left blower 

doesn’t move any air.

A: First, make sure the cabin door is 
closed. This is not a joke. Sometimes, 
this is the problem. If the door is 
closed and the problem persists, the 
brushes may be worn out. Unfortu-
nately, you can’t buy a new motor any 
more, and most aircraft accessory 
shops won’t touch them. Hopefully, 
your regular shop will be willing to 
let a local motor shop make repairs. 
 If your problem began immedi-
ately after removal and reinstalla-
tion of the sidewalls, the scat hoses 
behind the outlets could be crushed 
or disconnected. 

QUESTION: The gear-down 

lights and annunciator lights 

are out or very dim.

A: Turn the day/night switch to the 
day position. Sounds simple, but this 
happens a lot.

QUESTION: Post, switch  

or avionics lights are on  

bright at all times. 

A: You have a defective (open) dim-
mer potentiometer.

QUESTION: The defog  

blower won’t work, and  

defog blower CB blows.

A: It is likely to be a bad blower. The 
brush-end bearing fails, and the impel-
ler will be jammed against the housing. 
Impeller balance will be compromised 
leading to future premature failures. 
Repair and overhauls are often tem-
porary, and there are exchange core 
challenges. I recommend replacing the 
unit with a new style brushless unit.

QUESTION: Starter engage 

light is inoperable with the 

starter engaged.

A: There is likely to be a broken fuse 
holder at the starter solenoid.

QUESTION: Oil pressure 

indication fluctuates and 

reads higher than normal. Often 

the indicator will read 25 PSI with 

the engine off.

A: Clean the ground strap and pres-
sure transducer body. Make sure the 
connection is tight and the indicator 
reads 0 PSI with the engine off. On 
rare occasions, the pressure trans-
ducer will be at fault.

Without a doubt, 
my most frequent 
Mirage/Matrix call is 
to report high oil 
consumption. This 
is very seldom due 
to leaks. Instead, 
either a turbocharger 
or the cylinders is 
the culprit.

MAINTENANCE



QUESTION: Oxygen 
light is on.

A: Many people assume that 
the generator has been fired, 
but this is normally caused 
by a switch actuator that 
has released and needs to be 
reseated. This often happens 
during seat removal and rein-
stallation.

QUESTION: The 
three-blade Hartzell 

conversion propeller heat  
is inop on the ground.
A: This is normal for the 
conversion prop only. In 
other words, if your Mirage 
came from the factory with 
a three-blade, this doesn’t 
apply to you. As part of the 
conversion, the prop heat is 
bypassed by the squat switch 
on the ground. Please don’t 
let your shop rewire the 
system. There is a simple 
ground-check method listed 
in the POH supplement.

QUESTION: The 
ground-clearance  

light doesn’t work with the 
other switch lights.
A: It shouldn’t.  It should be 
wired to illuminate full bright 
with the ground clearance 
turned on. This increases the 
chance that you will see that 
the system has been acciden-
tally left on before you leave 
the aircraft. 

QUESTION: Battery 
runs dead repeatedly.

A: Obviously, something has 
been left on. Usually, either 
someone has left something 
plugged into the cigar lighter 
or the ground clearance 
switch has been left on. 

QUESTION: The 
alternator “fail” light is 

on, but the amperage is 
normal. The alternator “fail” 
light is off, but the amper-
age reads 0. The alternator 
“fail” light is on, and amper-
age reads 0.
A: Check for broken wires. 
For the first two problems, es-
pecially, this will be the cause 

approximately half the time. If 
there are no broken or loose 
wires the problem will prob-
ably be a defective alternator. 
As a side note, the regulator is 
often blamed for the problem. 
However, this unit is very 
robust and is almost never the 
problem. 

QUESTION: Alternator 
field or alternator 

output breakers pop (one  
or the other, but not both). 
A: There is probably a shorted 
wire. Start looking around the 
forward engine baffles. If all 
looks normal, proceed to the 
area around the waste gate. 
Many times, the engine-wire 
harness is misrouted around 
the engine mount, caus-
ing the heat from the waste 
gate to burn or melt the wire 
coating and allowing the 
wire shielding to short to the 
center conductor of the wire. 
But misrouting isn’t always 
the problem. Even standard 
routing can cause a problem. 
The standard routing of the 
engine electrical harness 
places the waste-gate drain 
hose against the harness. This 
causes chafing. Adel clamps 
or tie-wraps should be used to 
separate the drain hose from 
the harness.

QUESTION: The air 
conditioning worked 

fine and then suddenly quit.
A: Look in the left engine-
cooling inlet and verify that 
the a/c clutch connector is 
not broken. This is usually the 
cause. If not, again looking 
into the left inlet, check to 
make sure you still have a 
belt. If the belt is still in place, 
then you may be low or out 
of Freon. If the Freon level is 
good, you may have a broken 
pressure switch. Obviously, a 
shop will need to check these 
last two out for you. 

QUESTION: Multiple 
landing gear and 

engine circuit breakers pop. 
A: For some reason, I receive 
lots of initial resistance to this 

diagnosis, but the problem is 
most likely a burned engine 
electrical harness, likely 
caused by a severe exhaust 
leak. My recommendation is 
DO NOT FLY until you have 
this checked out. You may ex-
pect to see a loss of manifold 
pressure with an exhaust leak, 
but oddly many pilots don’t 
report this. Obviously, if you 
notice the breakers popping 
and a loss of manifold pres-
sure simultaneously, get on 
the ground ASAP. 

QUESTION: Fuel- 
pressure warning  

light is inoperable.
A: It is likely that either the 
canon plug has fallen off 
or the canon plug wires are 
broken. 

QUESTION: Engine 
manifold pressure  

low at takeoff.
A: The VAPC is out of adjust-
ment. But before doing any 

adjustments, verify that there 
are no induction or exhaust 
leaks and that the manifold 
pressure sensor line is tight. 

Without a doubt, my most 
frequent Mirage/Matrix 
call is to report high oil 
consumption. This is very 
seldom due to leaks. Instead, 
either a turbocharger or the 
cylinders is the culprit. Since 
“normal” oil usage varies 
quite a bit from plane to 
plane, the first thing I ask is 
whether the high usage came 
on suddenly. But whether 
sudden or gradual, high us-
age should be checked out. 
However, sudden increase in 
usage should be investigated 
BEFORE you fly. 

In the next issue, I’ll cover the 
FAQ for the PA-46-500TP. 
Feel free to call me at 620-
728-8634, whether your ques-
tion is frequently asked or one 
of a kind.

MAINTENANCE
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Tired of watching Bond always get the hot Rus-sian girl? Ever wonder if all that talk about seeing Russia from Sarah Palin’s place was true? Want to put that trip to Alaska on steroids? Why not fly over the Bering Sea and stop in Anadyr (in Siberia) and satisfy your curiosity?  These thoughts popped into my mind as I planned my month-long trip to Alaska. Could all this be done in a Piper Malibu Mirage? Would my twin turbo piston single make it there and back?  A quick Internet search showed me it was about 400 nm from Nome, Alaska, to Anadyr, Russia!  Piece of cake — or was it?
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As I pondered that thought, I decided to 
work some of the other details. My first 
call went to the insurance company and, 
for $350, they would include an endorse-
ment for Russia on my policy.  Throw in 
another $300 and Jeppesen was more than 
happy to sell me the charts for my GTN650, 
GMX200 and iPad mini for Eastern Eu-
rope. I knew I would need a Visa. A call to 

the Visa guy and another $375 had it to me 
in a week after filling out a 90-minute de-
tailed application, which was clearly created 
by the old Communist regime! 
 For the entry permit, I called Travis Hol-
land who had a contact. He also suggested 
a handler, which seemed like a good idea, 
since I was headed to Siberia and I didn’t 
speak Russian, except for “da” and  “nyet.”
 Once I arrived in Nome, I mapped out 
the trip out on my Jeppesen software, 
which had been activated just a few days 
before. To my surprise, I discovered that 
the route I would be required to fly from 
Nome to Anadyr was closer to 423 nm. No 
problem until I realized Anadyr only has Jet 
A fuel and no AvGas! 
 I would have to fly in with enough fuel 
to get me home. Considering I would 
likely have a headwind one way, I would 
have to climb twice at 33 gph. I knew the 
range of my plane was 1,323 nm miles, but 
what if I flew on long-range cruise instead 

of economy? A quick check in the POH 
showed 1,400 nm at a setting of 20 inches 
manifold pressure but flying slow with a 
headwind just exposes me to more head 
wind! Did I really want to chance running 
out of fuel over the Bering Sea?  
 Using Travis Holland’s specialized soft-
ware, which calculated fuel burn given a 30-
knot head wind, told me it would take 130 
of the 150 gallons my plane (with long-range 
tanks) could carry. Landing with 10 gallons 
of av gas in each side would be legal but what 
if the winds were more than 30 knots as fore-
cast? What if I got vectored around? What if 
I had to wait on the runway waiting for IFR 
release? This all made me very nervous.

By the time I arrived in Nome, the fuel 
issue had me up in the middle of the night 
worrying. I called Bering Air looking for 
a solution. How much they would charge 
to deliver a 55-gallon drum of AvGas to 
Anadyr? Bering Air explained the AvGas 
was hazardous cargo, and they couldn’t fly 
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it with passengers. For such a specialized 
delivery, the cost would be $20k plus their 
fuel costs. Not an option.

Travis offered the final piece of informa-
tion that would make this flight work. Why 
not fly some fuel in the plane that I could 
pour into the tanks once I landed? I visited 
an auto parts store in Nome, the only auto 
parts store in Nome. The gas cans they sold 
wouldn’t seal tightly and were flimsy. I had a 
vision of fuel cans bursting as the plane pres-
surized. Next, I visited the only motorcycle 
shop in town and, to my delight, they had 
heavy duty five-gallon plastic fuel containers 
for $49 each. They were sturdy and had solid 

looking O-rings to hold a tight seal.  From 
high-school physics, I knew liquids were 
virtually non-compressible, so if I had little 
air in the containers there would be less to 
expand. The containers worked perfectly up 
to my assigned cruise altitude of FL200.

Flight Service gave me a detailed weather 
briefing, and I stored the shotgun that I was 
required to carry in Alaska — prevention 
against becoming bear food in the event I 
went down.  Flight Service was capable of 
filing the ICAO flight plan although mine 
was filed online.  

I departed Nome, Sunday, July 28, 
at 10 a.m. local and crossed from the 
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of fuel over the 
Bering Sea? 
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western to the eastern hemisphere about 
an hour later. I landed at 09:00 local (23:00 
UTC) Monday morning a few minutes 
after Anadyr opened after being closed for 
the weekend. Magadan Approach was very 
clear about not landing before the airport 
opened. I throttled back to comply.

When I finally arrived at Anadyr in instru-
ment conditions, the ILS was not functioning, 
and I was given the mother of all rectangular 
transitions, followed by a NDB approach! 
What? Who flies an NDB approach? 

The transition/approach added 15 min-
utes to my arrival time.  This was exactly 
the fuel-burning nightmare I had dreaded. 
It made matters worse that when I started 
the transition, I could see the runway below 
me and could have done a VFR descent, 
but it was denied, and I found myself back 
in the clouds burning more fuel!

The transition/approach had few way-
points and lots of ADF headings, which 
indicated when to turn. To make life easier, 
my GTN 650 had both the transition and 
approach loaded. I watched in total delight 
as the autopilot executed the transition and 
approach perfectly. Fist pump for technology 
and aviation toys!

When I landed in Anadyr, I taxied around 
but nobody was willing to guide me. The offi-
cials in military-type uniforms just shrugged 
when I put up my hands as if to ask, “Where 
should I shut down?”

I picked the most likely transient park-
ing spot away from the larger commercial 
planes, and coincidentally, next to a Russian 
military helicopter with the red star. This 
made a fantastic Facebook picture with me, 
my plane, the helicopter and the airport in 
the background with a big sign with Cyrillic 
letters! For the picture, I threw my hands up 
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in victory! I did it!
When I emerged from the plane in my 

bright red immersion suit looking like a big 
red Gumby, I was greeted by no fewer than 
six poker-faced officials. The Customs and 
Immigration officials wore green military-
looking uniforms. I cracked a sly smile and 
said, “Greetings from America!”  Igor my 
handler just stared at me. My attempt at 
humor fell on deaf ears.  

The officials were all business and wanted 
three copies of my declaration documents 
in perfect form with specific information. 
The English-speaking official kept asking me 
what I was planning on doing in Anadyr for 
a one-night stay?  He was equally perplexed 
by the four containers of blue fuel. I opened 
my passport and made a gesture to get my 
passport stamped and then I turned my head 
pointing to my eyes as if to say, “I want to 
have a look around.”  

I had a second “semi-secret” mission, 
which was to hand out some toys to under-
privileged kids around town. I was sure the 

official would think I was totally nuts if I tried 
to explain the nature of my mission.  I had 
just crossed the Bering Sea in a single-engine 
plane by myself! I had just flown to Russia! 
I had spent a month planning this short trip 
and had brought every safety device known 
to man. Did he not realize that I was already 
nervous about my fuel to get back?
 Sightseeing in this small coal-mining 
town turned out to be great fun. Between the 
albino Beluga whales swimming every few 
hundred feet next to the ferry terminal, to the 
giant, brightly painted, polychromatic cranes 
moving in perfect harmony loading coal to 
the old wooden church near the town center, 
this place was interesting. I just kept repeat-
ing to myself, “Siberia!  Who does this?”
 On my departure, Igor handed me off 
to Lisa who was quite skilled at zipping me 
through the airport in reverse order. The 
second time around, the officials were more 
relaxed, and I had a friendly conversation 
with the senior officer about his love of fish-
ing. Lisa provided me with weather informa-

tion and a copy of my flight plan. I would 
later find out that the Russians were charging 
me almost $3,000 in landing, approach, ATC, 
handling, overnight and every other fee they 
could dream up.   
 As it turns out, the same head wind that 
slowed me down on the way there would 
give me the push I needed on the way back. 
With the more economical the power setting, 
the longer I would have the benefit of the 
push. I didn’t even need the extra fuel that I 
poured into each tank before departure but it 
certainly gave me peace of mind.
 As I look back on this trip, I realize I’m 
going to miss the female Russian Air Traffic 
Controllers from Magadan Control” with 
their sweet Russian accents always asking 
where I am and when will I arrive at my next 
waypoint! I could understand them the first 
time, but I made them say everything at least 
twice just because they sounded so good! Who 
wouldn’t want to hear their tail number called 
out with a sexy Russian accent?

innn vvicicicictototttoryyy! I I didididid d d d itittitit!!!! offioffioffioffioffio cicicicialalalalallll wwwwwwououououooo ldldldld tttthihihihinknknknk IIII wwwwasasaas ttototootalalaallylylylyly nnnnnutuuuu s ss ififififf IIII tririririiededededee  inininni vvvviicicicicicctotototttotoryr !!! IIII dididididddd itititiii !!!



3 2   M M O P A  M A G A Z I N E   p   F A L L  2 0 1 3

10. POSSIBLE INSURANCE DISCOUNT

9. REGIONAL SEMINARS

8. HEAR SOME “WHAT WENT WRONG” STORIES

7. OPPORTUNITY FOR AN IPC AND BFR

6. WINGS CREDIT

5. OPTION FOR 1 DAY GROUND SCHOOL ONLY

4. 8 HOURS OF GROUND SCHOOL AND 4 HOURS OF FLIGHT TIME IN YOUR AIRCRAFT

3. TOP NOTCH FLIGHT INSTRUCTORS AND MAINTENANCE PERSONNEL

2. COMPARE EXPERIENCES WITLLL YOUR FELLOW P A46 PILOTS

1. YOU DON’T WANT TO BE A “STATISTIC”

TOP 10 REASONS  
TO ATTEND A MMSTF 

SAFETY SEMINAR
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FEBRUARY 20 - 21 - 22
FLIGHT AND 

MAINTENANCE

HEENDNDERSON, NV
Henderson Executtivivee Airport (KHND)

Hampton Inn & Suites - St. RRosose/e/South Las Vegas

APRIL 11 - 12 FLIGHT

HORSESHOHOEE BAB Y, TX
Horseshoe Bay Resortrt AAirirpoport (KDZB)

MaMarrrriott Horseshoe Bay RResesort
HoHostst:: CuC tter Aviation

MAY 2-3 FLIGHT
COEUR D ‘ ALENNEE, IIDD

Pappy Bo yington Field (KCOEOE))
The Coeur d’ Alene Resort Golf & Spa Reesosort

JULY 11- 12 FLIGHT
GROTON, CT

Groton - New London Airport (KGON)
Host: Columbia Air Services

SEEESEPTPPP EMBER 26- 27 FLIGHT
SSSSSST. LOUIS - CHESTERFIELD, MO

Spirit of St Louis Airport (KSUS)
Host: KCAC Aviation

NOVEVEVEVEEMBERERRRR 666-7-8
FLIGHT AND 

MAINTENANCE

AMELIA ISLAND, FL
Fernandina Beach Municipal Airport (KFHB)

Residence Inn Amelia Island

2014 SCHEDULE  MALIBU/MIRAGE SAFETY & TRAINING FOUNDATION

VISIT OUR WEBSITE AT:  
WWW.MMSTF.COM FOR ONLINE  

REGISTRATION AND 
MORE INFORMATION

          SESSION DATES         TYPE         LOCATION
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24TH ANNUAL MMOPA CONVENTION
HYATT REGENCY COCONUT POINT RESORT & SPA

NAPLES/BONITA SPRINGS, FL OCTOBER 15TH- 18TH, 2014
Mix business with leisure at our extraordinary Southwest Florida resort. With over 70,000 square feet of flexi-
ble function space, a full service business center, championship golf course and world class spa, our Southwest 
Florida spa resort is the ideal destination for impressive business functions. A collection of hotel shops, on-
site car rental and tour services for your convenience and a knowledgeable Concierge is available to assist you 
with arrangements for everything from a massage in our Stillwater Spa to a tee time at Raptor Bay Golf Club.
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 Wright Aviation ServicesWright Aviation Services  LLC LLC 
 

   Initial & Recurrent 
   Training Programs 

FAA/FITS Accepted 
Insurance Approved 

 Piper:  
• Meridian 
• Mirage / Malibu 
• Matrix 

 Twin Cessna: 
• 310/340 
• 401/402/414/421 

 Beechcraft: 
• King Air 90/200 
• Baron 
• Bonanza 

 

 
 
 
 
 
 

 
www.wrightaviation.net 

480-203-0599 
rick@wrightaviation.net 

Scottsdale/Phoenix/Prescott & Southwestern USA 

 

Flight Instructor Team 
• Master Flight Instructors 
• Gold Seal Instructors 
• Highly Experienced 
• Insurance Approved 

 

Instructional Services 
• Initial Aircraft 
• Annual Recurrent 
• Glass Transition  

o Avidyne Entegra 
o Garmin 1000 
o Garmin 500/600 
o Aspen Pro 
 

Commercial Pilot Services 
 

Aviation Consulting Services 

www wrightaviation net

Malibu • Mirage
Meridian • Jetprop

Training
Initial and Refresher • Insurance Approved

Training at your location or ours
cell (727) 515-1638

Email: mary.bryant1@verizon.net • Website: www.marybryanttraining.com

Mary Bryant
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Piper and Aircraft Technical Publishers 
have released new electronic Pilot Operat-
ing Handbook libraries for Piper’s M-Class 
(and Twin-Class only Seneca and Semi-
nole) aircraft using ATP’s HubConnect™ 
App for iPad. These new E-POH libraries 
provide anywhere, anytime access to the 
documentation necessary to support their 
compliance and safety efforts. 
 All E-POH libraries from ATP include 
Airworthiness Directives, Service Bul-
letins and Special Airworthiness Infor-

mation Bulletins related to the specific 
aircraft model. Libraries also include 
Advisory Circular 43-16A maintenance 
alerts and the Aeronautical Information 
Manual. Daily revision services to all con-
tent are included with an E-POH library 
subscription. 
  Owners and operators of Piper airplanes 
now can have the most up-to-date, conve-
nient and proven access to data necessary 
for safe and efficient operations. Having 
the Piper POHs available on an iPad is 

another step in making certain that you 
enjoy a superior ownership experience.
  In addition to Piper pilot operating 
handbooks, access to all Piper mainte-
nance publications and regulatory docu-
ments is available exclusively through the 
ATP Aviation Hub™ Online Service and 
the NavigatorV™ Desktop Platform. 
 Piper will also soon launch Piper.com, 
an all-new website with a super-clean look 
and feel, including user-friendly func-
tionality for Piper owners and operators. 
Our new website will make it easier and 
quicker for the Piper family to engage with 
the company through the Internet. We 
have made the new site more user-friendly 
with effortless access to what you have 
always wanted to know about Piper. 
 The site’s new aesthetic features high-
impact visuals with a responsive format 
optimized for mobile devices to provide a 
better browsing experience. The site offers 
easier access to Piper’s important online 
content areas, including in-depth profiles 
of the entire Piper product line, con-
tacts, product support networking, parts, 
warranty, technical publications, event 
schedules and press releases.

PIPER MERIDIAN

Piper rolls out electronic  
POH and website for  
MMOPA members
BY LISA GIESSERT, HEAD OF SALES ADMINISTRATION AND CUSTOMER SUPPORT

P
iper Aircraft is in the process of rolling out two new 
developments that will benefit MMOPA members. We 
recently launched a new electronic POH and will soon 
introduce a dynamic new user-friendly website with a 
focus on how we can continue to serve Piper loyalists. 
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On Aug. 25, about 1415 Eastern 
Daylight Time, a Piper PA-
46R-350T, N720JF, impacted 
the water immediately after 
takeoff from the Cat Cay Airport 
(MYCC), Cat Cay, Bahamas. The 
airline transport pilot and four 
passengers received minor or no 
injuries. The airplane sustained 
substantial damage to both 
wings. The airplane was regis-
tered to, and operated by, Pure 
Beauty Farms under the provi-
sions of Title 14 Code of Federal 
Regulations Part 91 as a personal 
flight. Visual meteorological con-
ditions prevailed in the area, and 
no flight plan had been filed for 
the flight, which was destined for 
the Kendall-Tamiami Executive 
Airport (KTMB), Miami.
 The pilot stated that he aligned 

the airplane with the runway cen-
terline for takeoff and applied full 
engine power, observing that all 
engine instruments were within 
their parameters and that the 
wing flaps were at the 10-degree 
setting. After releasing the brakes 
and as the airplane began the 
takeoff roll, he again confirmed 
that all flight instruments were “in 
the green.” The airplane became 
airborne around 80 knots and, 
about 150 feet above ground level, 
the airplane’s engine “stopped” 
and the pilot lowered the nose. 
The airplane impacted the water 
in a flat pitch attitude and subse-
quently came to rest upright.

TALKING POINTS:
As of this writing, I see only two 
possibilities with respect to the 

cause of this accident:

1. Engine failure: The pilot suf-
fered a catastrophic engine fail-
ure immediately after takeoff, 
and he responded appropriately.
2. Confirmation bias: The pilot 
perceived a catastrophic engine 
failure and responded appropri-
ately to that perception. (If you 
believe your engine has failed, 
all additional observations will 
tend to confirm that belief.)

Engine failures account for only 
1.5 percent of General Aviation 
fatalities. If we discount the ones 
that are pilot-induced (mostly fuel 
starvation), this number drops to 
.75 percent. If we discount aircraft 
that are known by the pilot to be 
non-airworthy, the number drops 
to .375 percent. A PT-6 engine 
is 100 times more reliable than 
a piston engine which brings 
the number down to something 
like .00375 percent for turbine-
equipped aircraft. While most 
pilots believe engine failure to 
be the 500-pound gorilla in the 
cockpit, statistically it is not.
Preparing for a low-altitude 
engine failure is an important part 
of your training. It should be com-
pleted within FAA standards for 
the commercial pilot, but it should 
not dominate your training pro-
gram. If you spend more than five 
minutes of a two-day recurrent 
training program discussing and 
practicing engine failure, you are, 
figuratively speaking, watching the 
wrong hand.

 I offer the following sugges-
tions for managing the risk of a 
low-altitude engine failure or a 
perceived engine failure:
 Get regular maintenance from 
an experienced type-specific 
mechanic whom you trust.
 Supervise the fueling opera-
tion. Half of all engine failures are 
fuel-related. The Matrix/Malibu/
Mirage aircraft looks suspiciously 
like a JetProp to the new line 
personnel. Verify that the proper 
quantity of the correct fuel is 
placed in the proper tank(s). If 
there is any doubt about con-
tamination of 100LL fuel, you can 
easily test it with a paper towel. If 
a drop of fuel leaves an oily stain, 
the av gas is contaminated with 
Jet A. Do not accept it. If you are 
still unsure, get a test kit from 
Blackstone and have a professional 
analysis performed before you fly 
the aircraft. If there is water in the 
100LL sample, drain it all out and 
know that more is still in the tank; 
it is trapped in the wet-wing struc-
ture. If this is the case, consider 
topping off the tanks with 100LL 
with Prist (the fuel additive, not 
the window cleaner). Use the 
blue-label, low-flow variety per 
the instructions on the can. Prist 
is hygroscopic (with a “G”), and it 
will, therefore, absorb the remain-
ing water in the tank.
 Concern yourself with tire 
pressure. Looks are deceiving. 
Ensure the tire pressures are 
correct with a gauge. If this is not 
convenient, pay a qualified me-
chanic or aircraft manager to do 
it for you. Rolling resistance and 
the propensity for hydroplaning 
vary inversely and exponen-
tially with tire pressure. This is a 
significant risk, particularly when 
the aircraft is fully loaded. Do not 
ignore tire pressure. The use of 
pure nitrogen does not hurt, but 
it does not add to performance or 
safety in any significant way.
 Evaluate the takeoff perfor-
mance for each departure. If the 
performance chart in the POH 
indicates inadequate runway 
length, go no further. If your 
experience with short runways is 
limited, add 10 percent to 30 per-
cent of the POH values to your 
takeoff distance requirements, 

ACCIDENT REVIEW

NTSB Identification: ERA13LA380

14 CFR Part 91: General Aviation

Accident occurred Sunday, Aug. 25, 2013, in 

Cat Cay, Bahamas

Aircraft: Piper Aircraft Inc. PA-46R-350T, 

registration: N720JF

Injuries: Two minor, three uninjured.

This is preliminary information, subject to change, and may contain 

errors. Any errors in this report will be corrected when the final 

report has been completed. NTSB investigators may not have traveled 

in support of this investigation and used data provided by various 

sources to prepare this aircraft accident report.
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PA-46 Accident Review 
Into the water in the Bahamas  
BY DICK ROCHFORT, ATP, CFII – MASTER INSTRUCTOR 
PHOTO BY PAUL BOWEN



depending on conditions.
 Monitor the engine during engine start, 
taxi and run-up. Run up on the fullest tank 
and do not switch fuel tanks after the run-
up. (“Dance with the girl you brought.”)
 Set up the flight director for an 8.5-de-
gree climb straight ahead and configure the 
aircraft for departure: 10 degrees of flaps or 20 
degrees for short field in accordance with the 
POH. There are a variety of ways to accom-
plish the autopilot setup, depending on the 
panel in your aircraft. Ask your flight instruc-
tor to make recommendations in this regard.
 Use proper callouts on takeoff. The 60-
knot callout is your last chance to detect a 
performance issue which can be the result of 
many factors unaccounted for in the POH 
performance data — low tire pressures, intake 
manifold leaks, compression issues, density 
altitude, runway slope, humidity, snow, slush, 
wet grass, tall grass, etc. This callout and 
the distance remaining verification should 
routinely occur prior to 1,000 feet of ground 
roll in just about any situation in the PA-46. 
In any case, you must be at 60 knots before 
the halfway point or the takeoff should be 
aborted. The reasons for the performance de-
ficiencies must be understood and corrected 
before another takeoff is attempted.
 Set the friction lock when you reach 60 
knots during the takeoff roll and verify the 
distance needed to accelerate to that speed. 
When you rotate, move your right hand 
away from the power lever and place it on 
the yoke. This move can prevent bumping 
the PL causing an un-commanded rollback, 
which the pilot is likely to perceive as an 
engine failure. It can also prevent your right 
hand from doing something your brain has 
not commanded.
 Verify positive rate of climb, retract gear 
and flaps promptly but without rushing. If 
obstacles are present, climb 12 degrees nose up 
(90 knots). After clearing obstacles, lower the 
nose to 8 degrees, bring flaps to 10 degrees and 
retract the landing gear. Then, when passing 
100 knots, bring up the remaining flaps. Trim 
for the flight director bars, verify airspeed rising 
above 110 knots and engage the autopilot. If an 
ODP exists, you should be using it, regardless of 
weather. Climb at the rate required for the ODP. 
After that, consider 130 knots in the climb for 
ice penetration and Va. If you have a FLC (flight 
level change - FILCH) button, use it. 
 The key to benefitting from pitch-power-
configuration is to know the resultant 
airspeed for a particular pitch/power/con-
figuration.
 There aren’t too many left, but if you fly an 
older Malibu with Gar Kenyon hydraulics, there 
are some exceptions to the aforementioned 
procedures. Check with your flight instructor 

for the modifications to these procedures.
 Good pilots are not thrill-seeking risk 
takers. Good pilots are well-trained risk 
managers. Always strive to improve your 
risk management capabilities by insisting 
on excellent training. Excellent training is 
achieved with procedural discipline in the 
use of checklists, flows, memory items and 
standard operating procedures — the same 
way, each and every time. Excellent training 
does not cost any more or take any longer.

 If you are flying any PA-46, you should 
consider yourself lucky. In my opinion it is 
the most capable GA aircraft available today, 
and it is getting better every year.

Dick Rochfort is an airline 
transport pilot and Master 
Certified Flight Instructor 
and has been a full-time 
flight instructor for more 
than 20 years. 

ACCIDENT REVIEW
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The Broadmoor

A
lmost exactly one 
year ago, my col-
umn described an 
electronic “trip kit” 
for a visit to Mex-

ico. This time I’m headed north 
of the border rather than south 
– departing from my home base 
at Modesto, Calif., (KMOD) 
to Lloydminster, Alberta, 
(CYLL) with fuel stops at Boise, 
Idaho, (KBOI) and Saskatoon, 
Saskatchewan, (CYXE) – about 
1200 nautical miles, which looks 
like four and half hours at FL250 
and 250 knots.

INTERNATIONAL IFR 
CHARTS AND APPROACH 
PLATES: CHOICE 1 – 
FOREFLIGHT MOBILE
When I last looked at this topic, 
there really was only one choice 
for international IFR charts and 

plates, Jeppesen’s Jepp FD. It’s 
still a good choice, which I will 
get to shortly, but there is now 
a viable alternative: ForeFlight 
Mobile offers Canadian data 
including both low- and high-
altitude instrument charts, visual 
navigation charts (the Canadian 
equivalent of sectionals), plates 
and airport information, all 
based on data from Nav Canada.
 As with U.S. charts, Fore-
Flight allows you to display 
Canadian en-route and visual 
charts with overlays showing 
graphical weather and TFR 
data. Canadian plates include 
aerodrome charts, approaches, 
arrivals and departures, all in 
a format very similar to U.S. 
FAA plates. The airport info 
pages are similar to those for 
U.S. airports, except that U.S. 
Airport/Facilities Directory (A/

FD) info is replaced by Canada 
Flight Supplement (CFS), 
which is generally similar. The 
app lists FBOs, including fuel 
prices where available – which 
may look too good to be true 
until you realize they’re listed in 
Canadian dollars per liter. 
 A couple of ForeFlight’s 
features that aren’t specific to 
Canada are very useful as we 
plan this trip: Altitude Advisor 
lets you preview head/tailwinds 
at various altitudes and look at 
the effect on trip time (in this 
case, better up high). And a 
Route Advisor will show recent 
ATC clearances, which gives 
you a good idea what to expect 
before you file. A Canadian data 
subscription for Foreflight runs 
$150 per year, which is less than 
Jeppesen charges for a one-time 
trip kit. For more informa-
tion, see the iPad App store or 
browse Foreflight.com/canada.

INTERNATIONAL IFR 
CHARTS AND APPROACH 
PLATES: CHOICE 2 – 
JEPP FD

Jepp FD hasn’t changed too 
much since we looked at it 
last.  It’s basically an electronic 
replacement for all the informa-
tion you’d otherwise find in 
the ubiquitous Airway Manual 
binders, and that’s significant, 
because there’s more in those 
binders than charts.
 The (mostly) text Airway 
Manual pages are invaluable 
when flying outside the U.S. 
because they include a ton of 
information that’s hard to find 
otherwise. In this case, how the 
Canadian airspace is organized 
(for IFR purposes, by Flight 
Information Centers, with 
boundaries that mostly follow 
provinces, meaning we will deal 
with two when traveling from 
Saskatoon to Lloydminster). 
Spending some time with the 
Airway Manual is a very good 
idea, especially the first time you 
fly outside U.S. airspace.
 As I noted in our Spring 2013 
column, Jepp FD now includes 
weather features, and these appear 
to work in Canada as well as in 
the U.S. Unfortunately, the app 

MiPAD
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The Best iPad Apps:  
Fall, 2013
Canada Trip Kit. BY JOHN D. RULEY 

ForeFlight Mobile

Aviation Fuel Converter



MiPAD

continues to lack fundamental flight-planning 
tools. It doesn’t give you an estimated time-
en-route, and it lacks the kind of information 
ForeFlight provides about FBOs and fuel prices.
 On the other hand, Jepp FD has one huge 
advantage for international flights: The cover-
age is seamless, continuing north and south 
of the border. ForeFlight will show either U.S. 
or Canadian charts but not both. You have to 
switch manually as you approach the border, 
which seems needlessly crude.
 Which to choose? For this trip the captain 
is bringing paper Jepp charts, and I’ll be using 
ForeFlight from the right seat. For more in-
formation, look for Jepp FD on the iPad App 
Store or browse jeppesen.com

CANADIAN AIRPORTS: 
CANADA AVIATION AIRPORT GUIDE
When we started planning this trip, some 
months ago, I looked for a resource along 
the lines of Flight Guide, a book (or app) that 
would list Canadian airports and FBOs, with 
helpful information such as which airports 
have a nearby hotel, rental car, etc. Over the 
years, I’ve found this sort of thing invaluable 
for diversion planning. I was surprised – and 
a little disappointed – to find that nothing 
quite like that exists for Canada. The closest 
I’ve come is Canada Aviation Airport Guide. 
It’s an iPhone app that also runs on the iPad, 
though only in portrait mode. The app allows 
you to select airports by province, identifier 
or location. Once an airport is selected, basic 
text information is available, and the app also 
provides links for ground directions from 
Google Maps, download airport diagrams in 
PDF format, and view METAR/TAF and NO-
TAM data from Nav Canada’s aviation weather 
site. In effect, the app is a gateway to publically 
available information, but it does provide a 
convenient way to find it, though in all honesty, 
ForeFlight (with a Canada data subscription) 
provides more information. On the other hand, 
the price for Canada Aviation Airport Guide is 
quite reasonable: Just 99 cents on the iPad App 
store. For more information, iTunes.Apple.
com/us/app/canada-aviation-airport-guide.

CONVERTING POUNDS TO GALLONS 
AND KILOGRAMS TO LITERS: 
AVIATION FUEL CONVERTER
One potential problem when traveling to 
Canada is confusion over fuel orders. Both 
AvGas and Jet-A are sold by the liter. In turbo-
props, we mostly think about fuel in pounds 
and use rules of thumb (6.7 pounds per gallon) 
to convert from weight to volume for fuel 
orders. Of course, you can look up a similar rule 
of thumb (1.6 pound per liter), but since we’ve 
got an iPad, why not let it do the math? Aviation 
Fuel Converter is a very simple app that lets you 

enter how much fuel you’ve got and how much 
you want to wind up with, and then tells you 
how much to add – in gallons, pounds, liters 
or kilos. It’s designed for the iPhone, but works 
fine on my iPad – and set me back another 99 
cents. You can look it up on the iPad App store 

of browse iTunes.Apple.com/us/app/aviation-
fuel-converter for details.

John D. Ruley is an instrument-rated pilot, freelance 
writer, and a volunteer pilot with LigaInternational.
org and Angel Flight West (AngelFlight.org). You can 
reach him by email to jruley@ainet.com.
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Several recent tax court 
cases inAgain we have the 50 
percent bonus depreciation for 
NEW equipment purchased in 
2013.  And, in the case of non-
commercial airplanes, if you 
make the down payment and 
enter into a binding contract 
to buy the plane in 2013, you 
can take delivery in 2014 and 

still be eligible for the bonus 
depreciation for 2014. 
 This is significant for 
airplanes because at this time 
I don’t know if Congress will 
leave the bonus depreciation 
on the books in general for 
2014 or not.  Bonus depre-
ciation has an advantage over 
Section 179 expensing elec-

tions in that bonus deprecia-
tion can be taken even if there 
is a loss or if it creates a loss. 
This opens the door for the 
possibility of a carryback of 
the loss to a prior year for 
an immediate tax refund. Or 
you can elect to carry the loss 
forward to offset future tax 
obligations.

 For 2013, we have a fan-
tastic Section 179 option. 
The maximum Section 179 
deduction is a phenomenal 
amount of $500,000 based on 
a maximum $2 million of 2013 
purchases. Another beauty of 
Section 179 is that it applies to 
both NEW and USED equip-
ment. A serious drawback is 
that the deduction is limited 
to income and cannot be used 
to create a loss. This can take 
some planning if you have a 
large amount of qualifying 
property being purchased 
in 2013. The downside for 
Section 179 is that for 2014 
the amount is scheduled to be 
reduced from $500,000 all the 
way down to $25,000. Ouch! 
Keep in mind that it is pos-
sible to combine Section 179 
and the bonus depreciation 
to create a customized result.  

TAX TALK
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2013 Depreciation Planning
BY HARRY DANIELS, CPA, CFP, PFS, CVA 

A
s we head to the end of 2013, you should be mindful of a couple of 
things regarding your airplane. All aircraft owners are interested in 
their depreciation deduction and how any 2013 additions will impact 
their return. Let’s have a brief discussion regarding the 2013 deprecia-
tion rules and methods and the brand new FINAL regulations per-

taining to repairs and capitalization that are hot off the press and became effective 
on Sept. 19. The new regulations generally apply to years beginning Jan. 1, 2014, 
with possible application back to Jan. 1, 2012.  Already confusing, isn’t it.



Thank you for computers and tax software.
Shortly after the FedEx case in 2005 

involving that company’s aircraft, the IRS 
started a project that has taken them seven 
years and four attempts to finalize. The 
IRS has now issued the final regulations 
pertaining to expensing and capitaliza-
tion decisions. The beauty is that the final 
regs retained the provision that recurring 
and prescribed maintenance (TBOs and 
annual inspections) do not have to be 
capitalized.  

It is also possible that you can apply 
this to your 2013 return and maybe even 
go back and amend your 2012 return and 
expense the annual or TBO.

It is expected that the regs will impact 
all businesses that have depreciable assets. 
It is also expected that the IRS will be 
flooded with a rash of Form 3115s re-
questing an automatic change in account-
ing to comply with the new regs. While 
the final regs have been “improved” over 
the temporary regs to remove some of the 
kinks, there are still many things that will 
drive you up a wall such as several new 
year-by-year elections that will need to be 
made on your return for these regula-
tions. By the way, do you have a written 

policy for your company’s guidelines for 
capitalizing or expensing your expendi-
tures? I hope so because you will need 
one for 2014.

While we have all of these nice depre-
ciation options and new requirements, 
they are useless if the IRS comes in and 
denies your deduction for the business 
use of your plane. Can they do this?  You 
bet they can, and it is easy for them to do 
so.  Section 274 requires that the business 
use of your plane be documented. The 
IRS wants to see the who, what, where, 

when and most importantly the WHY of 
the business flight. Without the docu-
mentation, you have just given the IRS 
the ability to deny your aviation-expense 
deduction, and you are dead in the water.  

If you are like most pilots, the notes 
in your pilot’s log book pertain to the 
flight conditions (VFR, IFR, etc.) and are 
not related to the business aspects of the 
flight. Your pilot log generally will not 
be adequate. This has been proven by 
the large number of IRS audit cases that 
have been reported for 2013 where the 
taxpayer failed to meet the compliance 
rules of Section 274. 

Do your planning now while time is on 
your side and clean up your flight logs.  
You and your tax preparer will both ap-
preciate it.

O. H. “Harry” Daniels Jr. is a CPA, a CFP licensee, and 
a certified valuation analyst. He is a partner with 
the firm of Duggan, Joiner & Co., Certified Public 

Accountants, and can be reached 
at 334 N.W. 3rd Ave., Ocala, Fla., 
34479, telephone 352.732.0171, 
fax 352.816.1370, email OHD@
DJCoCPA.COM. He has held his 
license as a private pilot since 
1991. This article is available for 
reprint upon request.

TAX TALK

While we have all of 
these nice deprecia-
tion options and new 
requirements, they are 
useless if the IRS comes 
in and denies your de-
duction for the business 
use of your plane. Can 
they do this?  You bet 
they can, and it is easy 
for them to do so.
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L
ike many of our fellow members, I have just returned from the 2013 MMO-
PA Fly-In Convention in Scottsdale and thought those of you who didn’t 
have the opportunity to attend would like to hear some of the highlights.
   The Desert Ridge Marriott was a wonderful location in the Sonoran Desert 
with the McDowell and other mountain ranges rising from the desert floor. The 

weather was beautiful with most days in the high 70s and low 80s and not a drop of humidity!
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Here is a brief summary of convention 
highlights:

NEW BOARD MEMBERS ELECTED
At the member meeting on Saturday, the 
membership elected Gary Crandall and Don 
Ferrario to the board. Both Gary and Don 
are well-known from the forums and will 
be attending the MMSTF Safety Seminar in 
Vero Beach this week. They are tremendous 
additions to our board. We welcome them 

and look forward to their contributions.
 In his opening remarks, President Tom 
Kieffer noted the outstanding contribu-
tions of departing board members Mona 
Rathmel and Jeff Schweitzer and provided 
special thanks to them for their many years 
of service to MMOPA.

HEATED WINDSHIELD STC 
Those who follow the forums will know a 
significant issue related to the replacement 

of heated windshields in Malibus and early 
Mirages has arisen. Our ombudsman, Jon 
Sisk, has been working on this issue for 
quite some time and was able to develop a 
very “member friendly” resolution.
Working with our friends at Piper and 
Johnny Foster from Skytech, Jon has come 
up with an answer.  In short, Skytech has 
very generously donated their STC for the 
glass-heated windshield to MMOPA.  This 
is the first STC owned by MMOPA – a 
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very significant event in the organization’s 
history and, perhaps more importantly, will 
provide our members with failed or failing 
windshields with a viable replacement 
alternative and save them thousands of dol-
lars.  More details will be available shortly 
on the website.

BRIAN UDELL RECEIVES  
STANDING OVATION
Brian is a former Air Force F-15 pilot and 
current 737 captain for Southwest Airlines. He 
holds the record for ejection from an aircraft at 
the highest speed (over 800 MPH) after an in-
strument failure on a training mission over the 
Atlantic. Brian’s compelling story of training 
and preparedness for the mission, along with 
details of his ejection, injuries, survival and 
rescue brought many in the audience to tears.

 A humble and thankful young pilot, Brian 
emphasized the benefits of being prepared 
for the mission.  There still are true American 
heroes, and we were honored to hear from 
one at this year’s fly-in.  If you weren’t there, 
please make sure you view Brian’s story on 
the Discovery Channel special – just follow 
the link we will be posting on the website in 
the coming weeks.

JON SISK, PRESIDENT’S  
AWARD HONOREE
 The President’s Award is given at the con-
vention each year to a member whose out-
standing and dedicated service to MMOPA 
has helped promote the safety mission of 
the organization. This year’s honoree, Jon 
Sisk, has been instrumental in so much of 
what MMOPA has achieved over the years.



Jon served as president of the organization 
and is currently a board member serving 
on various committees. He is also MMO-
PA’s ombudsman, dealing with issues like 
the heated windshield problem (see above) 
and the unleaded gas issue. Jon joins a long 
list of dedicated and worthy recipients of 
MMOPA’s most prestigious honor.

MANNY CASIANO’S ACCIDENT REVIEW 
The always popular and well-attended 
Accident Review session was presented 
again this year by Manny Casiano, chair 
of MMOPA’s Safety Committee.  Manny’s 
insightful analysis of recent accidents 
showed 2013 was an average year when 
compared to recent years, with a very slight 

downward trend in accidents over the last 
10 years.  He noted that a disproportionate 
number of PA-46 accidents/incidents occur 
during the landing phase of flight.
 A complete copy of the Accident Review 
will be available again this year on the website.

INTRODUCTION OF MMOPA VIEW 
SAFETY VIDEOS
MMOPA announced that a new feature, 
MMOPA View/Safety Videos, will be avail-
able on the website in early 2014. Two of 
the new safety videos were previewed at the 
MMOPA View booth. 

Another video featuring other additions 
to the website was presented at the opening 
session.  This video provided descrip-

tions of new features including Best of the 
Threads, a summary of some of the best 
threads dealing with safety matters, and 
Member Moments, learning experiences 
from PA-46 pilots with commentary from 
top MMOPA flight instructors.  This video 
will also be posted on the website shortly.

FREE LEGAL CONSULTATION FOR 
MMOPA MEMBERS
 Our fellow member and aviation attorney, 
Jerry Trachtman, has offered to provide a 
brief telephone legal consultation to mem-
bers.  This service will provide members 
with the opportunity to consult with a top 
legal resource, “when the moment is right,” 
as they say in the TV ads!
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When it comes to Piper PA-46 support, 
it’s all about Experience!

We Are The PA-46 Series Professionals
Des Moines Flying Service, Inc.

CHECK THIS OUT:
  More Than Seven Decades of 
       Piper Sales/Service Experience.
  Extensive Piper Parts Knowledge
      & Research Capability.
  Our Parts Staff Averages 
      25 Years Expertise.
  Extensive “Hands-On” 
        Service Center Support.
  Huge Piper Parts Inventory.

1-800-622-8311
or 

515-256-5300
www.dmfs.com
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So if you have that moment, your first 
thought should be to pick up the phone 
and call Jerry before you provide anything 
to the FAA or any other law enforcement 
agency. Jerry will not provide ongoing legal 
advice, but he will steer you in the correct 
legal direction. Again, details on accessing 
this legal consultation service will be avail-
able shortly on the website.

There were too many other highlights to 
include all in this summary, but some of 
these include:

MMSTF’s announcement that it will 
focus 2014 Safety Seminars on aircraft 
landings. Landings were identified by our 

Safety Committee as the highest risk phase 
of flight this past year;
 Continuing support of Piper through 
convention sponsorship and paying for 
new M-Class owners’ first-year MMOPA 
membership;
 Bill Alberts auctioneering at the live auc-
tion which generated outstanding financial 
results, but also provided for some laughter 
and a great night of camaraderie among 
PA-46 drivers;
 A special Meet and Greet session with 
the board for first-time attendees;
 And last but certainly not least, record at-
tendance (330 registrants), record number 

of vendors (45), and everyone arriving and 
departing safely.
 I hope this gives you some sense of the 
excitement at this year’s convention. It 
was my first MMOPA convention, and 
I was overwhelmed with the quality of 
the educational value of this event. In my 
prior business life I attended and spon-
sored many large educational events, but 
dollar-for-dollar, the MMOPA convention 
was the best “bang for the buck” that I can 
remember.
 We hope you save the date and join 
us for another exciting Fly-In in Bonita 
Springs next year!
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RJ Tutt  
Aviation

Matrix-Malibu-Mirage-Meridian

Initial/Recurrent Flight Training

Stockton, CA (KSCK)
Serving the West Coast  

for 14 Years

209.478.6075  209.482.7433

rjtuttaviation@comcast.net
www.rjtuttaviation.com
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buffalo and wildebeests. 
With good timing, 
you can get eye-to-eye 
with the giraffes! A 
walking portion of the 
three-hour tour will 
introduce you to exotic 
birds in an open-air 
aviary and cheetahs in a 
unique preserve.  
 Should you like to 
learn more about the 
cheetahs’ desperate 
battle to avoid extinc-
tion, you can schedule 
a Behind the Scenes 

ongoing mission of 
Safari West continues 
to be wildlife preserva-
tion through breeding, 
education, research and 
public interaction. 
 In the middle of 
Northern California’s 
Wine Country, you can 
climb into open-air 
trucks (actually 1950 
Korean War vintage 
safari craft) and take 
a three-hour drive 
through zebra, gazelles, 
oryx, antelopes, cape 
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Enjoy your safari  
in measured doses
BY MICHELLE CARTER

R
eady for an African safari experience — without the shots, malaria 
drugs and jet lag? Then head for the Sonoma County Airport 
(KSTS) and Safari West in Santa Rosa, Calif. 
Safari West offers more than 900 exotic animals from 90 different 
species spread over 400 acres of dramatic landscape of the Sonoma 

County Serengeti, and you don’t even have to update your passport.  
 Established by Peter Lang in 1989, Safari West gained full accreditation in 
the American Zoo and Aquarium Association, one of only six private facili-
ties in North America granted that privilege. Under the direction of Peter’s 
wife Nancy, Safari West also is breeding several endangered bird species. The 
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ent winery tours in an 
eight-person van. The 
service is door-to-door 
so you won’t have to 
limit yourself.

IF TOU GO...

SAFARI WEST.
3115 Porter Creek Road, Santa 
Rosa CA 95404
707.579.2551
SafariWest.com

WINE COUNTRY JOURNEYS 
707.478.7317
WCJourneys.com

SONOMA JET CENTER
6000 Flight Drive,  
Santa Rosa CA 95403
707.523.2800
SonomaJetCenter.com

KAISERAIR SANTA ROSA JET 
CENTER
2240 Airport Blvd., 
Santa Rosa CA 95403
707.528.7400
KaiserAir.com

 For a 
Safari 
West ad-
venture, 
fly into 
KSTS 
where two 

FBOs (KaiserAir and 
Santa Rosa Jet Center) 
offer every service for 
General Aviation pilots, 
including Av gas and 
jet fuel. Rental cars are 
available but, if you 
make arrangements 
ahead of time, Safari 
West will be happy to 
pick you up! 
 And if you’d like to 
work in some winetast-
ing, call Wine Country 
Journeys and choose 
from several differ-

And did I 
mention 
the Sonoma County 
wines? 
 A whole host of tour 
packages are available 
at Safari West with 
themes of romance, 
photography and 
ballooning. This last 
tour allows you to soar 
above the beautiful 
Napa Valley just after 
sunrise with Calistoga 
Balloons-Napa Valley, 
followed by a cham-
pagne breakfast with 
your pilot(s) at Solage 
Calistoga. 

mainstay of the nicest 
safari camps. Prepare to 
“glam-camp” in one of 
the canvas-walled tents 
with its own viewing 
deck. Each unit features 
unique, African-motif 
decorating, polished 
wood floors, gleaming 
copper basins in the 
private bathrooms and 
one-of-a kind hand-
hewn furniture.   
 A massive outdoor 
grill is the centerpiece 
of the onsite restaurant 
that will complete the 
overnight package. 

or Fast Cat Alley 
visit with the cheetah 
handlers and hear why 
the world’s fastest land 
animal is becoming 
Africa’s most endan-
gered big cat and how 
it’s losing its natural 
habitat and prey base 
to the encroachment of 
people and livestock. 
 The best part of 
Safari West may be an 
overnight stay in one 
of the luxury tents, 
imported from Af-
rica where they are the 
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mainstay of the nicest 
safari camps Prepare to
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F
eeling the pull 
of America’s 
Heartland? 
Then the Pulse 
of Middle 

America, the Mississippi 
River — all 2,500 miles 
of it — should satisfy that 
itch. Whether you’ve got 
a taste for the delights of 
naughty New Orleans, 
the wide prairies of Min-
nesota (where the river is 
just a trickle and you can 
actually step across it!) 
or the upbeat tempo of 

Memphis, the Mississippi 
will take you there.
 With a nod to the 
time when life in the 
Heartland moved to the 
swells and shallows of the 
river, you can still board 
a steamboat and feel the 
river beneath you as you 
travel. The American 
Queen, the only authentic 
overnight paddlewheel 
steamboat in the country, 
delivers that experience in 
three-to 11-night cruises.  
 Steamboating is a 

unique blend of Ameri-
can beauty and history, 
acclaimed cuisine, lively 
showboat-style entertain-
ment, and the adventure 
of exploring Mark Twain’s 
riverside America — 
from the water!  

 Although you can 
launch off on a steamboat 
adventure from such 
cities as New Orleans, 
St. Paul and Cincinnati, 
Memphis is the American 
Queen’s homeport and 
a great destination city 

on many levels. Such 
diverse attractions as Elvis 
Presley’s Graceland and 
the National Civil Rights 
Museum will occupy time 
before and after the cruise 
if you have it to spare 
 Once you’re on the 

Steamboating in  
the Heartland
BY MICHELLE CARTER



N
ow that 
we’re three 
generations 
removed 
from 

Hiroshima and Nagasaki 
and another generation 
from the end of the Cold 
War, America’s race to 
build, test and deliver 
catastrophic weapons has 
developed into an Atomic 
Tourism industry in the 
American Southwest.
 If you’re ready to look 
at the development of nu-
clear weapons from what 

now seems like a safe dis-
tance, Tucson, Ariz., is a 
good place to start. Ryan 
Airfield (KRYN) serves as 
the General Aviation re-
liever airport for Tucson 
International Airport. It’s 
about 10 miles southwest 
of the city. 
 Pick up your rental car 
from Enterprise and head 
out to Davis-Monthan 
Air Force Base five miles 
southeast of Tucson. 
The Pima Air & Space 
Museum is just next door.
 A key attraction 
at Pima is a bus tour 

through the Boneyard, 
the repository of thou-
sands of retired military 
aircraft managed by the 
Aerospace Maintenance 
and Regeneration Group. 
 Hangar 3 at Pima 
is dedicated to World 
War II aircraft. Exhibits 
include a B-24 Libera-
tor heavy bomber and a 
Mitchell B-25 of the type 
used in the Doolittle raid 
on Tokyo, an A-25. 
 Also accessed through 
Pima is the 390th Memo-
rial Museum, which 
celebrates the 390th Bom-
bardment Group (H), 
an Eighth Air Force unit 
that was based in England 
from 1943-1945. It just 
re-opened after a com-
plete renovation and is 
chock-full of World War 
II images, memorabilia 
and personal histories.
 At the Titan Mis-
sile Museum in nearby 
Sahuarita. This preserved 

Titan II missile site, 
officially known as 
complex 571-7, is 
all that remains 
of the 54 Titan II 
missile sites that 
were on alert across the 
United States from 1963 
to 1987. 
 If you’re sufficiently 
intrigued by now, head 
back to Ryan for your 
plane and hop over to 
the Los Alamos County 
Airport (KLAM) on the 
high mesa of the Pajarito 
Plateau. The airport was 
built in 1947 to serve the 
growing needs of the Los 
Alamos National Labora-
tory after it had complet-
ed its original task — the 
Manhattan Project. 
 This is where you’ll 
find the Bradbury Science 
Museum (named for the 
second director of the lab 
Horace, not science fiction 
author Ray). The museum 
traces the story of Robert 
Oppenheimer and his 

team of scientists who 
built the history-altering 
bombs known as Fat Man 
and Little Boy, here in 
the shadow of the Jemez 
Mountains, 35 miles 
northwest of Santa Fe. 
IF TOU GO...

PIMA AIR AND SPACE MUSEUM  
6000 E. Valencia Road
Tucson, AZ 85706
520.574.0462
PimaAir.org

390 MEMORIAL MUSEUM
6000 E Valencia Road 
Tucson, AZ 85756 
520.574.0287 
390th.org

TITAN MISSILE MUSEUM
1580 W. Duval Mine Road
Sahuarita, AZ 85629
520.625.7736
TitanMissileMuseum.org

BRADBURY SCIENCE MUSEUM
Mail Stop C330
Los Alamos National Laboratory
Los Alamos, NM 87545
505.667.7000
LANL.gov/museum

Father of the Waters, the 
American Queen offers 
most of the amenities 
you’ve come to expect 
from ocean cruising: Sev-
eral dining rooms, nightly 
dancing to swing and Big 
Band music, showboat 
style entertainment, daily 
lectures by the onboard 
river historian and all the 
white-enameled wrought-
iron in filigree patterns 
that you expected. But 
unlike some other cruises, 
you can leave your tux 
at home; “elegant casual” 
(whatever that means) is 
the dress code for travel-
ing with the Good Lady. 

Six decks (including 
one with nothing but a 
pool and work-out facili-

ties) offer en suite rooms 
from the cheap seats 
(inside single cabins) to 
elegant staterooms with 
their own bay windows 
and verandas overlooking 
the water.  
 The dining options 
on the First Lady of 
the Mississippi offer a 
movable feast, starting 
with the J.M. White 
Dining Saloon where 
Chef Regina Charboneau 
holds court three meals 
a day, the Front Porch 
Café and the River Grill 
and Bar. According to the 
brochure, “Should you 
be feeling peckish in the 
wee hours, you will find 
the Moonlight Supper in 
the Engine Room Bar of-

fers surprising midnight 
delights.” Hmmm. And 
you can always find sweet 
tea over ice in the Main 
Deck Lounge.  (I mean, it 
is the South after all!) 
 Perhaps the best way 
to enjoy the American 
Queen is on one of the 
themed cruises. For 
example, the Gardens of 
the South cruises stop 
at Natchez, Miss., to 
show you the antebel-
lum beauty of the Rosalie 
and Stanton estates, at St. 
Francisville for a tour of 
Rosedown, at Memphis 
for the Dixon Gardens 
and then New Orleans to 
see Long Vue House and 
Gardens. Rosarians and 
other horticulturists will 

join the group to offer 
insights. 
 If you’re movin’ on 
the river, you might 
as well soak up the 
atmosphere.
IF TOU GO...

AMERICAN QUEEN  
STEAMBOAT CO.
40 S. Main St., 21st 
Floor, 
Memphis TN 38103 
901.654.2600 
AmericanQueenSteam-
boatCompany.com

GRACELAND
3765 Elvis Presley Blvd., 
Memphis, TN 38116.
901.332.3322 or 
800.238.2000
Elvis.com/Graceland

NATIONAL CIVIL RIGHTS 
MUSEUM
450 Mulberry St  
Memphis, TN 38103
901.521.9699
CivilRightsMuseum.org
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Cold War history along  
the Atomic Trail  
BY MICHELLE CARTER



The Easy Choice.

Introducing the

IFD540 & IFD440

FMS/GPS/NAV/COMs

Featuring ‘Hybrid-Touch’

Avidyne has established itself as the brand 
of choice for pilots who want innovative, 
easy-to-use avionics.  

The new IFD540 and IFD440
FMS/GPS/NAV/COMs set a new standard
for user-interface simplicity in 
communication and LPV navigation.  

Not only that, but they are true plug & play
replacements for existing 530 & 430-Series
navigators, requiring no wiring changes,
keeping installation easy and affordable.

Leveraging the award-winning Page & Tab
user interface of our Entegra Release 9
system along with highly-intuitive ‘Hybrid-
Touch’ user interface, the IFD540 and
IFD440 make it much easier to access the 
information you want when you want it,
whether you prefer touch-screen or
knob/button controls. 

Now you have a choice. 
And the choice is easy. Avidyne.

Contact Avidyne at 877-AVIDYNE and mention this ad for
special pricing to reserve your IFD440.

You may also register at www.avidyne.com/mmopa www.IFD540.com

®




