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by Jeff Schweitzer

Letter from the Editor

cont. page 8 

That is Not a Malibu
No, indeed. On the cover is, gasp, a 
TBM 700. As I mentioned in the last 
issue, two years ago, EADS/Socata 
generously offered to the MMOPA 
auction a free ferry trip from 
Tarbes to Florida. The offer was 
energetically pursued by multiple 
enthusiasts in a classic bidding war, 
finally fetching an impressive $8000. 
In the heat of the moment, I stood and 
said that if Socata would offer a second 
trip at that same price, I would publish a 
picture of a TBM on the cover, and include 
in the magazine an article describing the 
trip across the pond. They did and I have: 
in this issue is a narrative detailing the trans-
Atlantic voyage in a plane that just rolled off 
the factory line. Yeah, yeah, I know. But this 
is a special case, not a precedent. Besides, 
I think the TBM is the coolest machine in 
the general aviation fleet, if not also one 
of the most expensive. While I personally 
have no hope of ever owning one, I am 
secretly delighted with the rare opportunity 
to highlight this top-of-the-line aircraft. Hey, 
being editor has its privileges. Get over it. The 
world will not collapse, MMOPA will survive, 
and we will somehow magically remain 
an organization committed to the PA-46.

Uplink Weather Update
Early humans first came across fire ignited by 
nature’s fury in the form of a bolt of lightning 
striking a tree, or some hot lava spewing 
from an erupting volcano catching dry 
underbrush. At some point, an enterprising 
soul ventured close enough to “capture” the 
fire by bringing back a lit branch to the family 
cave. But since the technique for starting a 
new fire was still a mystery, the tribe had to 
keep that flame going continuously. Guarding 
the fire became one of the most important 
responsibilities to ensure the clan’s well-
being. Neglected coals or an unfortunate 
spill would mean that meals would again be 
raw and the nights cold. Today, in what some 
people consider more modern times, I find 
myself carrying that same burning branch in 
the form of an iPAQ, with a voracious appetite 
for power and extremely limited battery 
life, even when turned off. Once drained, 
the iPAQ loses everything, with nothing left 
but the cold dead embers of an electronic 
flame. Like my ancestors, I now have to keep 
the branch lit continuously, never straying 
far from the fire or an AC power source. 

Amazingly, I am not done abusing this analogy.

As in the early days of mastering fire, 
lightning continues to play a central role in 
today’s drama. Since thunderstorms are 
all over me like a cheap suit, I was highly 
motivated to bring NEXRAD weather into my 
cockpit to outsmart mother nature. Without 
much research to compare competing 
products, I bought the Anywhere Wx system 
offered by Control Vision. The system 
is comprised of multiple components, 
including the smoldering iPAQ, a satellite 
receiver and antenna, a Bluetooth GPS, 
and a DC power cord with enough cables 
and splitters to connect the various devices. 

I first set up the system in my car to test all the 
components, and much to my amazement, 
everything worked perfectly. There I sat in 
my driveway, looking at NEXRAD on the 
iPAQ. The iPAQ comes pre-loaded with all the 
software and settings you need. But you need 
to connect the display to a power sources as 
soon as you receive the package in the mail. 
If the battery dies, you lose all the software, 
which would then have to be reloaded 
from the CDs provided in the package.

Once I proved the system viable under the 
harsh conditions of an automobile interior, 
stationary at 695 feet AGL, I transferred 
everything to the airplane. I had a mechanic 
tuck away all the cables so that my iPAQ 
would sit neatly on a universal yoke mount 
(provided with the iPAQ) on the pilot’s side, 
with only the power plug in the cigarette 
lighter visible to the unaware. On the system’s 
maiden voyage, I circumnavigating a line of 
cells along my route of flight with ease. I was 
absolutely delighted. Upon arriving home, I 



Spring 2005 7 M•MOPA



Spring 2005 8 M•MOPA

Letter From the Editor
(continued)

shut down, packed my bags, and retired the 
plane to its hangar. Since I was flying again 
in 3 days to go the Palm Springs convention, 
I left the iPAQ in place in the cockpit.

Excited about using the new technology for 
the trip out west, I returned to the airport three 
days later for the flight to California. But alas, 
the iPAQ was a dead as the proverbial door 
nail, although I have no idea what that means. 
I do know that I found myself staring at a 
$2500 paperweight, not to mention a blank 
screen offering no help with the rather nasty 
weather brewing west. With a big sigh and 
much disgust, I picked my way around the 
growing cells just like the good old days. After 
some significant diversions, we finally landed 
at PSP. One of my first priorities after setting 
my bags down at the Esmeralda Resort was 
to somehow get my system up and running 
and ensure that the problem would never 
happen again. I plugged the iPAQ into the 
power cord to see if I could resurrect the 
corpse. Eventually, I was able to turn on the 
device, but everything had been lost. I now 
had a paperweight that I could turn on and off.

Fortunately, Control Vision has great tech 
support, including a live chat room on their 
web site. I explained my plight, and after some 
back and forth, learned that the iPAQ really 
needs to be plugged in to AC power whenever 
not in use in the airplane. The concept of battery 
“life” is just optimism triumphing over reality. 

What about getting this thing up and running 
again now that the fire had been rekindled? 
Well. It turns out that for the grand sum of only 
$34, Control Vision will sell you a memory 
card that slips into the top of the iPAQ and 
contains all the software that was originally 
pre-loaded. If the battery dies, when you 
power up the iPAQ after recharging, you are 
prompted with the option to automatically 
reload the software with the tap of a button. 
All you need to do then is manually input the 
satellite code (which tech support provided), 
and the system is good to go. That little card 
solves completely the problem of losing 
everything when the battery is drained. I had 
the memory card sent by overnight mail to the 
hotel. Sure enough, with the card inserted, 
everything came back to life. I was ready 
again to slay hairy elephants and bad weather, 
all the while hoping that this reference 
to the last ice age was not too obscure.

But I ask you: why in the world would the 
iPAQ be sold without the memory card 
as a standard feature? Do the providers 
really believe that I would pay $2450 for 
the system, but not $2484? Truly I do not 
understand the logic of that. It’s just plain 
nuts to me. And what’s up with such a 
limited battery? Even with the memory card 
as backup, my first act upon returning home 
from the airport, or entering any hotel room, 
is to plug in the iPAQ to keep the flames 
alive. Ok, ok, I’ll stop with the fire thing. 

But let me say loud and clear that these early 
teething problems and inconveniences are 
nothing compared to the enormous benefit 
of bringing nearly real-time weather into 
the airplane. I have no doubt that in-flight 
NEXRAD weather is one of the most important 
advances in general aviation. Used properly, 
this technology vastly increases the utility 
of our airplanes and significantly enhances 
safety. I have easily passed through lines of 
thunderstorms, avoiding any cells by more 
than 50 miles, that would have previously 
kept me grounded. In other cases I have 
put more distance between me and some 
nasty cells using Anywhere Wx than I would 
have flying with just radar and a Stormscope. 
Equally important, I have called it quits with 
less angst or uncertainty because I knew 
the weather was simply too organized.

With this new ability comes new responsibility. 
NEXRAD is great for strategy, but inappropriate 
for tactics. If you think you can get rid of your 
radar because you have NEXRAD, then take 
a deep breath Grasshopper, and think again. 
If you find yourself within 50 miles of weather, 
radar is the primary means of avoiding 
the cells. Radar gives you fine-grained 
real-time data, with accurate indications 
of precipitation intensities, and these are 
needed to circumnavigate specific cells. 
NEXRAD will reinforce the radar picture, 
and give you confidence that you are not (or 
are) looking at attenuation or shadowing. 
But with NEXRAD you can plan your route 
around weather hundreds of miles away and 
know well ahead of time if you can deviate 
or have to land to wait out the storms. The 
two technologies are complementary, but 
one certainly does not replace the other.

In addition to the visual picture of weather 
provided, Anywhere Wx also allows you 
to call up METARs, TAFs and automated 

weather observations anywhere they are 
available. You can know if your destination 
is below minimums hours before your 
arrival. You can monitor trends along your 
route and where you intend to land. You 
can also get cloud tops, superimpose 
lightning strikes, and turn on terrain 
features with user-controlled resolution. 

With this technology, much of the guesswork 
with weather has been eliminated. I feel 
like I have been given sight after a lifetime 
of avoiding weather by Braille. The power 
of seeing storms develop and move in 
nearly real-time is hard to exaggerate. The 
result is a degree of enhanced utility and 
safety that is truly disproportionate to the 
relatively small cost of the technology. For 
anybody flying a PA-46, I would consider 
this mandatory equipment, and for me 
it is now an IFR go/no go item. I can no 
longer imagine flying in weather without 
the benefits of NEXRAD in the cockpit.

Real-life Training
The distance between my home base in Austin 
and Gillespie Field (T82) in Fredericksburg, 
Texas, is only about 70 miles. So one 
would think the flight there for the MMS&TF 
training session would be a non-event. One 
would think incorrectly. On the designated 
morning, I was grounded by a deep and 
solid line of nasty thunderstorms sweeping 
east toward Austin. I just wanted to take a 
quick hop to Fredericksburg for crying out 
loud, but noooooooooooooo, apparently 
that would be asking too much. Even with 
Anywhere Wx on board, that moving train of 
cumulonimbus was definitely “don’t mess 
with me” type of weather. I dawdled at the 
airport for 2 hours, and bored the poor staff 
to tears with my tales of woe. I let up when 
I recognized that look on their faces as they 
backed slowly away. You know, that mixture 
of pity and fear reserved for special people 
better off in an asylum. Personally, I see no 
harm in primal screaming in public places, 
for example an FBO lobby, but I detected 
some discomfort in those around me. In 
retrospect, the drooling probably did not 
help me project an image of resolved calm.

The storm line finally passed through, leaving 
behind low ceilings and light rain across my 
route of flight. Much to the FBO’s delight and 

cont. page 36 
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The View from Vero Beach
Getting Back on Track
by Chuck Suma

Piper Perspective:

President
The New Piper Aircraft, Inc.

Chuck Suma

Sometimes i t  takes a l i t t le distance 
for things to really hit home. That has 
certainly been the case for a lot of us at 
New Piper in the aftermath of Hurricanes 
Francis and Jeanne, especial ly me.

In my case, I was on my way to be with you 
at the MMOPA annual meeting in California 
when I realized it was the first time in 
months since I had sat down and reflected 
on everything that had happened to us at 
New Piper. As everyone else on the plane 
put on earphones to watch the movie, or 
turned to read their books and magazines, I 
closed my eyes and felt a wave of emotion 
overtake me as I thought about how much 
damage and heartache those hurricanes had 
caused. And I’m not talking about damage 
to Piper’s bricks and mortar. I’m talking 
about the members of Team Piper: our 
community, our friends and neighbors, our 
loved ones and our families and ourselves.

It was those emotions that were running 
through my mind and heart when I stood 
up to address you at the MMOPA meeting 
and told you what we had been through. 
Your response was overwhelming. From 
the time you presented me with that first 
check for $5,000 for the Employee Relief 
Fund to the impromptu fund raising right 
on the floor of the convention, I can tell you 
that I knew (and eventually every member 
of Team Piper knew once I told the story 
back at New Piper) what a wonderful family 
MMOPA is for us. At the end of the day, 
MMOPA had contributed a total of $15,000 
to the Employee Relief Fund, and over the 
next few days and weeks, the contributions 
of money, other resources and emotional 
support contained to arrive at Vero Beach.

As I write this, almost four months have passed, 
and your generosity and concern continue to 
resonate at New Piper. That outpouring has 
gone a long way to helping us get through 
what was easily the worst natural disaster 
ever to have hit Vero Beach, or Florida for 
that matter. Your support and encouragement 
made the bad news something we were 
able to overcome much faster than we 

would otherwise have been able to do.

The good news is that there is now growing 
demand for aircraft and aviation services, 
and we are ramping up quickly to take 
advantage of that market and to continue 
serving our loyal customer family. Moreover, 
despite the setbacks we faced in 2004, we 
still made major advances in bringing product 
innovations to market. We also were able to 
shine with the debut of our special editions of 
the Malibu Mirage and the Malibu Meridian, 
commemorating the 20th anniversary of 
the Malibu family of aircraft. Those positive 
achievements, and our plans to do even 
more this year, are helping us ramp up.

Also on the “good news” front, we have made 
great progress in restoring our business 
operations in the months since hurricanes 
Frances and Jeanne hit. Most recently, 
we’ve had good early success in working 
to get Governor Jeb Bush to establish a 
state Enterprise Zone around New Piper 
Aircraft. We also worked with the General 
Aviation Manufacturers Association to get 
bonus depreciation legislation successfully 
extended. And we signed up for a stronger 
mission statement and re-committed to 
keeping our standards high by adopting: We 
Are Team Piper…We Create the Freedom of 
Flight Through Excellence in Everything We Do. 

In all, the community, our dealer network 
and our friends at MMOPA and elsewhere 
in the aviation world have responded with 
encouragement that has given us a never-
say-die attitude. Even the FAA was impressed 
when they visited in early December. 
The FAA’s Alice Surrency put it this way: 
“These people have done an outstanding 
job, getting this place up and running.”
 
As I write this in the middle of January we 
have brought back approximately 700 Team 
Piper members and we are working diligently 
to bring back more people every day. After 
all, in the end it is always about family 
and community, and staying the course. 

Thanks for all you’ve done for us.
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Douglas Leet

Douglas Leet studied at Michigan 
State University and received his 
M.D. degree from The University of 
Chicago. Internship, residency and 
fellowship in General Surgery and 
Urology followed in Chapel Hill, at 
The University of North Carolina. 
He practices Urology in Raleigh, 
specializing in pediatric and 
microsurgery, female urology and 
oncology. Flying was always just a 
dream until 1978, when he began 
early morning lessons before work 
during his fellowship in general 
surgery. Thirty days later, with 
nearly continuous ground school, 
he had his private certificate. Doug 
bought a 1964 Mooney M20E 
shortly thereafter and obtained 
his instrument ticket in 1980. The 
M20E was sold for an M20K(turbo), 
and finally the ultimate flying 
machine, his 1984 Malibu. Doug’s 
flying experiences expand across 
all of North America and into the 
Southern Caribbean.

by Doug Leet

Note from the President

Good News Bad News
MMOPA Board members are preparing for 
their next meeting in early April, when we will 
plan and discuss our annual convention as 
well as deal with other routine organizational 
issues. We will also discuss the potential 
for new ventures. For example, in one new 
initiative, recently implemented, dealers and 
vendors are giving a free introductory six 
month membership to new owners. This effort 
is particularly important given the statistics of 
our convention attendance. The good news is 
that each year, while total attendance remains 
stable, about 25-30% are first-timers. The bad 
news is that about 25-30% are first-timers. 
Attracting new members and bringing in new 
blood is essential to the long-term health of 
the organization. But why are so many people 
dropping out? Are we doing something 
wrong? Can we do something better? I 
honestly do not know. I hesitate to change a 
good thing for the sake of change, and from 
my perspective the conventions are great. At 
all my medical meetings, the format seems to 
be uniform and consistent over many years. 

Each year at MMOPA we introduce new 
topics, and we strive for a dynamic and 
relevant agenda, always seeking to improve 
the convention. But about one-quarter 
of the attendees each year apparently 
think we have not done enough. Any 
input from the membership would be 
appreciated. This is why we spent so 
much time on the evaluation forms. We 
especially paid attention to the comments. 
Most were helpful, and we have and will act 
on them accordingly whenever possible. 

Pilot Error
The Aviation industry is going through 
significant changes. I remember having many 
options with the airlines and arriving only 20 

minutes before departure. Those days are 
over, forever. Although the security check-in 
time has improved in the last year, airline 
travel remains unpleasant. Not coincidentally, 
general aviation travel options in the form of 
private aircraft and shared ownership programs 
are expanding. New technologies help make 
flying safer. But the reality remains that pilot 
error is still the most common cause of aircraft 
accidents, and that brings us right back to our 
core mandate to promote safety and training.

Commercial Aviation has had its best safety 
record to date with only 34 fatalities in the last 
3 years. I wish I could say the same for general 
aviation. At the April meeting the Board will 
review funding and support for the Safety and 
Training Foundation seminars. As most of you 
know, these seminars are largely underwritten 
and financed by MMOPA. We have heavily 
subsidized the sessions to encourage 
members to become familiar with and 
understand the benefits of this supplemental 
training. With MMOPA support, the price has 
dropped to less than $200. The foundation 
continues to get rave reviews from those who 
attend. Where else can one get such intensive 
training by some of the leading instructors 
for so little money? But at some point the 
system should become self-sufficient, or at 
least that is one point of view to discuss. 

Somehow we need to improve our training 
to approach that of the airlines, and each PA-
46 pilot should be dedicated to that cause. 
Our members and owners need to devote 
the time and effort to improve their skills. 
I dare to say there is no one who would 
not benefit from any of the foundation’s 
review courses. Plus, the meetings are fun. 
Below is a list of the upcoming seminars:

Safety Training Seminar Schedule
Location Airport Start Date End Date FBO Host

Palm Springs, CA Palm Springs 2/18/2005 2/20/2005 Signature Signature 
  International Airport (PSP)   Flight Support Flight Support

Rock Hill, SC Rock Hill/York County/ 4/15/2005 4/17/2005 SkyTech, Inc. SkyTech, Inc.
  Bryant Field Airport (UZA)

Denver (Engelwood), CO Centennial Airport (APA) 5/13/2005 5/15/2005 Denver JetCenter Aviation Sales, Inc.

Coeur d’Alene Coeur d’Alene Air 8/19/2005 8/21/2005 Resort Aviation  JetProp/ 
  Terminal Airport (COE)   Services, Inc. Rocket Engineering
 
Olathe (Kansas City), KS Johnson County Executive 10/7/2005 10/9/2005 Kansas City Aviation Kansas City Aviation
  Airport (OJC)   Center, Inc. (KCAC) Center, Inc. (KCAC)

Choose one convenient to your schedule, and sign up now. And while you are marking your calendars, set aside the dates 
in September for Groton, Connecticut. Let us make this next convention the best yet.
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Note from the President
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Jim Yankaskas

Aviation News
by Jim Yankaskas

Judgment Good and Bad
The last quarter of 2004 ended badly, 
and the new year is off to a bad start. A 
Malibu had a fatal crash in France, and a 
non-fatal Mirage accident was reported to 
NTSB in early 2005. The 2002 report of a 
Meridian accident in England just came to 
my attention. Put yourself in the cockpit as 
you read these three reports and consider 
the situations, options and decisions. 

Malibu N20VP
On October 9, 2004, at 1240 universal 
coordinated time, a Piper PA-46-310P, N20VP, 
collided with the terrain 8 miles south of 
Dijon Longvic Airport (LFSD), Dijon, France, 
while en route to Chateau La Chassagne, 
Dijon (Burgundy), France. The private 
instrument rated pilot and three passengers 
were fatally injured. The airplane was 
substantially damaged. The flight originated 
at the Ostend/Bruges International Airport 
(EBOS), Ostend, Belgium. The airplane flew 
an instrument approach to LFSD and was 
continuing under visual flight rules to the 
private airstrip at Chateau La Chassagne. 
The investigation is under the jurisdiction of 
the French Government. Further information 
may be obtained from: Bureau d’Enquetes 
et d’Analyses pour la Securite de l’Aviation 
Civile Aeroport du Bourget 93352 le Bourget 
Cedex France. This report is for informational 
purposes only and contains only information 
released by or obtained from the BEA.

Mirage N4165P 
This accident is interesting coming right 
after the publication of the winter issue of 
this magazine, in which Jeff Schweitzer 
discussed landing and departing from Palo 
Alto in his “Shorty Pants” section of the 
Letter from the Editor.

On January 2, 2005, at 1337 Pacific Standard 
Time, a Piper PA-46-350P, N4165P, overran 
the runway and collided with obstacles 
and terrain at Palo Alto, California. The 
pilot/owner operated the airplane under the 
provisions of 14 CFR Part 91. The private 
pilot received serious injuries and the three 
passengers were not injured. The airplane 
was substantially damaged. The personal 
flight originated at Modesto, California, about 
1300. The wreckage location was about 37 
degrees 27.66 minutes north latitude and 
122 degrees 06.90 minutes west longitude. 
 

According to preliminary information from 
the Modesto control tower, the pilot had 
landed at Modesto with reported engine 
issues of high oil temperature and low oil 
pressure. The pilot subsequently departed 
Modesto for Palo Alto, after adding oil to the 
engine for the 65-mile remaining trip, west. 
En route to Palo Alto, she reported the same 
mechanical issues to the Palo Alto control 
tower. The pilot was cleared to land on 
runway 31, a 2,500 ft runway near sea level. 
 
The airplane overran the runway and collided 
with marshy terrain about 300 yards beyond 
the runway end. The airplane came to rest in a 
marsh, and a body of water separated a wing 
and other parts of the airplane. The airport side 
was Santa Clara County. The fuselage was in 
San Mateo County, with the engine section 
partially submerged in the tide-affected water.

Meridian, N961JM
Aircraft Type and Registration: Piper PA-46-
500TP Meridian, N961JM 
No & Type of Engines: 1Pratt & Whitney 
PT6A-42A turboprop engine 
Year of Manufacture: 2002 
Date & Time (UTC): 31 December 2002 at 
1749 hrs 
Location: On approach to Dunkeswell 
Aerodrome, Devon 
Type of Flight: Private 
Persons on Board: Crew - 1   
Passengers - 1 
Injuries: Crew - None    
Passengers - None 
Nature of Damage: Aircraft damaged 
beyond economic repair 
Commander’s License: Airline Transport 
Pilot’s License with Instructor Rating 
Commander’s Age: 39 years 
Commander’s Flying Experience: 8,899 
hours (of which 2,095 were on type) 
Last 90 days - 225 hours 
Last 28 days - 43 hours 
Information Source: Aircraft Accident 
Report Form submitted by the pilot 

The pilot was carrying out an IFR flight 
from Chambery in France to Dunkeswell 
Aerodrome using Exeter Airport as his 
diversion. Before departure from Chambery 
he had checked the weather conditions at 
Exeter and other airfields in its vicinity from 
the available TAFs and METARs covering 
the period of the flight and he was satisfied 
that conditions were suitable. He had also 
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contacted a friend who was also a commercial 
pilot at about 1530 hrs. This friend lived near 
Dunkeswell Aerodrome and had estimated 
the cloud base to be approximately 1,500 feet.

The aircraft departed Chambery at 1605 
hrs and, apart from some airframe icing 
on departure, it had an uneventful transit 
at FL270. Approaching the south coast 
of England, the aircraft was descended 
to FL60 and it left controlled airspace at 
Southampton in good VMC with the lights 
along the south coast clearly visible. The 
weather at Exeter at 1720 hrs was: surface 
wind 130/08 knots, varying between 110 
and 170 degrees; visibility 6,000 meters; 
cloud SCT 005, BKN 012; temperature 
+9C; dew point +8C and QNH 1011 mb.

With approximately 50 miles to run to his 
destination, the pilot attempted to contact 
Dunkeswell Radio but received no reply 
so he assumed the airfield had closed for 
the night. The lights of Dunkeswell village 
and the industrial site at the north-eastern 
edge of the aerodrome were visible but 
they had a milky appearance as if shining 
through scattered mist pockets. The aircraft 
was descended to 2,600 feet on the Exeter 
QNH and the main altimeter was set to the 
Dunkeswell QFE by subtracting 31 mb from 
the Exeter QNH to allow for the Dunkeswell 
elevation of 850 feet. The pilot was using 
two GPS navigation systems programmed 
to provide him with centerline information 
for Runway 23 on a CDI (Course Deviation 
Indicator) scale of 0.3 nm for full deflection.

Whilst there was no runway lighting at 
Dunkeswell, the pilot had placed white 
reflective panels on the right edge of Runway 
23. When illuminated by the aircraft landing 
light, these panels would show the right 
hand edge of the runway and also indicate 
the touch down zone of the runway. The 
panels measured 18 cm by 9.5 cm and 
were mounted vertically on low, black 
plastic supports. The threshold for Runway 
23 is displaced 290 meters from the road 
which runs along the northern aerodrome 
boundary and the first reflector was 220 
meters beyond the displaced threshold. 
The reflectors had been positioned over a 
distance of 460 meters with the distances 
between them varying between 15 and 
49 meters. The white centerline markings 
would also have been visible in the landing 

light once the aircraft was low enough. The 
end of the 46 meter wide runway was 280 
meters from the last reflector. The pilot had 
carried out night approaches and landings to 
Runway 23 at Dunkeswell using similar visual 
references on many previous occasions.

The pilot identified the lights of the industrial 
site earlier than he expected at six miles whilst 
maintaining 2,600 feet on the Exeter QNH. 
He cancelled his radar service from Exeter, 
which had also provided him with ranges and 
bearings from Dunkeswell, and made blind 
transmissions regarding his position and 
intentions on the Dunkeswell Radio frequency. 
Having commenced his final approach, the 
pilot noticed there was scattered cloud in the 
vicinity of the approach path. At about 2.5 nm 
from the runway threshold and approximately 
800 feet AGL, the pilot noticed a mist pocket 
ahead of the aircraft and so he decided to 
initiate a go-around and divert to Exeter. At 
that point the aircraft was configured with the 
second stage of flap lowered, the landing 
gear down and the airspeed reducing through 
135 knots with all three aircraft landing lights 
selected ON. The pilot increased power 
and commenced a climb but he became 
visual with the runway once more and so he 
reduced power and resumed the approach. A 
high rate of descent developed and the radio 
altimeter’s automatic 50 feet audio warning 
sounded. The pilot started to increase 
engine power but he was too late to prevent 
the severe impact with terrain that followed 
almost immediately. The aircraft’s wings were 
torn off as it passed between two trees and 
the fuselage continued across a grass field, 
remaining upright until it came to a stop. 

The passenger vacated the aircraft immediately 
through the normal exit in the passenger cabin 
and then returned to assist the pilot. Having 
turned off the aircraft’s electrical and fuel 
systems the pilot also left the aircraft through 
the normal exit. There was a leak from the 
oxygen system, which had been disrupted in 
the accident and the pilot was unable to remove 
the fire extinguisher from its stowage due to 
the deformation of the airframe. He contacted 
Exeter ATC using his mobile telephone to 
inform them of the accident and they initiated 
the response of the emergency services.

There is an automatic meteorological 
recording station located at Dunkeswell 
which provides data to the Meteorological 

office at Bracknell. These data are not 
available to the aerodrome nor are they 
broadcast to pilots. However, the automatic 
station recorded the 1700 hrs weather at 
Dunkeswell as a surface wind of 140/11 knots 
with a visibility of 100 meters in fog and the sky 
obscured. The 1800 hrs report was surface 
wind 150/10 knots, fog with sky obscured.

The pilot concluded that the fog and scattered 
mist / cloud may have led him to misinterpret 
the distance to the runway, which was gained 
by the visual orientation of the lights at the 
industrial site, the mast on the aerodrome’s 
south perimeter and an aerial beside its north 
perimeter. The radio altimeter selectable audio 
warning was set at 500 feet but this was the 
height at which the go-around was initiated 
and the pilot thought he might have missed 
the audio warning due to his concentration 
on the approach. There was a 200 feet deep, 
steep-sided valley running from left to right 
across the final approach track. As the aircraft 
passed across the rising ground of the valley 
side, the height above ground indicated 
by the radio altimeter reduced very rapidly 
activating the 50 feet height audio warning.

The investigation concluded that the accident 
had occurred due to an attempt to land at night 
in fog, at an airfield with no runway lighting 
and only limited cultural lighting to provide 
visual orientation; these visual references were 
lost when the fog was entered. The aircraft 
impacted the tree line at the top of the valley 
1,600 meters short of the displaced threshold 
and 200 meters to the right of the centerline. 

Lessons Learned
There is not sufficient information in the 
preliminary accident reports to determine the 
causes. The Meridian crash in England has 
more information and raises many issues. 
First, lots of flight time, experience in type, 
and recent experience do not necessarily 
prevent accidents. Second, non-standard 
equipment (the night landing aides) may 
not be adequate. Third, the decision to 
change a go-around decision in marginal 
conditions can be disastrous. Fourth, the 
survival of the occupants is another testimony 
to the integrity of the PA-46 airframe, and to 
good luck. Judgment probably played an 
important role in each of the accidents. I 
hope we all learn from these reports, and use 
these analyses to improve our own safety. 
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Trey has been a professional pilot since 
1971. During the first sixteen years, Trey 
saw duty as an instructor, charter and 
then corporate pilot flying a variety of 
aircraft, including the Cessna 310, 340, 
414, 421 and 425; Beach Baron and 
King Air and Cessna Citations. He left 
corporate life in 1987 when he joined 
the staff at FlightSafety San Antonio 
teaching in the Mooney, Merlin/Metro, 
TBM 700 and Cessna Citation 500 
Series aircraft. After retiring from FSI 
in 2001, he became the Executive 
Director of the Mooney Aircraft Pilots 
Association. In 2002, Trey and his wife 
Lela founded Flight Training Inc. in San 
Antonio, Texas and secured a contract 
to provide transition training for all 
the Mooney Airplane Company new 
aircraft deliveries. Later that same year, 
FTI branched out to include the TBM 
700, in which Trey has over 1800 hours 
teaching. Trey has more than 8000 
hours of flight time and holds an ATP 
with CE500 Type, a CFII and MEI ratings.

by Trey Hughes

TBM700 Insights

Trey Hughes 

Training in Modern Advanced Aircraft

Rapid advancements in primary flight displays, 
navigational systems, multifunction displays, 
electronic flight instruments, moving maps, 
airborne weather and traffic alert systems 
have created new challenges for pilots and the 
flight training industry. Pilots who have been 
fortunate enough to add the latest gadgets 
to their aircraft have been, for the most part, 
left on their own to learn how to use the 
equipment. Even in new aircraft, with so much 
new information to absorb, the finer points 
of the latest technologies are often missed.

The FAA has not been oblivious to this 
situation. Both government and industry 
alike have been pushing to address training 
in technically advanced aircraft (TAA). TAA 
can be either new or retro-fit older aircraft 
that have advanced cockpit automation 
devices like moving map/GPS displays, 
glass cockpits, automated engine and 
systems management, integrated automatic 
flight control systems or flight management 
systems. The TBM 700, Pilatus PC-12, Piper 
Meridian, turbine versions of the PA-46 and 
of course the next generation of Very Light 
Jets (VLJ) are all examples of TAAs. The 
FAA/Industry Training Standards Program 
(FITS) was designed specifically to meet 
the training challenges of these aircraft.

FITS
The FITS Program (pronounced like what 
my wife throws whenever I look at the new 
Corvette) is a joint project between the 
FAA, the FAA-sponsored Center for General 
Aviation Research (CGAR), Embry Riddle 
Aeronautical University, The University of 
North Dakota and various organizations 
and associations representing the general 
aviation industry. The purpose of FITS is to 
improve pilot training to enable pilots to more 
safely, competently and efficiently operate 
a TAA in the National Airspace System 
(NAS). And this training is both VFR and IFR.

Training in any technically advanced aircraft 
requires an emphasis on realistic scenario-
based training (SBT) that will develop 
essential “higher order thinking skills” like risk 
management (RM), decision making (DM), 
situational awareness (SA) and single-pilot 
resource management (SRM). These skills 
are critical to helping reduce the general 
aviation accident rate. Training in FITS-

supported scenario-based programs will also 
include training for new communications, 
navigation and surveil lance systems.

Scenario-based Training (SBT)
In the past, training usually meant grabbing 
an instructor and going to the practice area 
to learn some new maneuver or practice one 
already mastered. A pilot would also spend 
endless hours in the practice approach 
pattern attempting to get better at instrument 
approaches and procedures. But today, 
general aviation training has borrowed a page 
from the large corporations and airlines by 
adopting a “train as you fly, fly as you train” 
approach to pilot education. Line Oriented 
Flight Training (LOFT) has been used in jet 
training for years, and the concept of realistic 
flight scenarios has finally trickled down to 
our level. SBT is a system that uses highly 
structured and scripted real-world experiences 
to address flight training objectives in an 
operational environment. This type of training 
is used in an initial transition training situation 
as well as for up-grade or recurrent training. A 
scenario-based training lesson will provide the 
trainee with a complete real world experience, 
such as IFR flight planning that includes 
departure, enroute, terminal and approach 
procedures all combined into a single lesson. 
Scenario-based training involves behavioral 
objectives with performance-based outcomes.

A n  e x a m p l e  o f  a  f i r s t  l e s s o n  i n 
scenar io -based t ra in ing  might  be :

OBJECTIVE
The Pilot in Training (PT) will demonstrate a 
basic knowledge and proficiency in avionics and 
aircraft systems, equipment location, operating 
procedures and takeoff and landing operations.

SCENARIO
Preflight
The PT will plan a short visual cross-
country flight of about one hour or less in 
duration, to include a full stop landing at 
an airport other than the departure airport.

The PT will perform all weight and balance and 
performance calculations, and describe his/
her approach to management of the specific 
risks involved in this flight. The instructor will 
provide the necessary guidance to insure that 
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the overall plan provides for all the scenario 
activities and sub-activities listed for this 
lesson. The PT is evaluated on the ability to 
plan a comprehensive flight with conscious 
attention to all the required scenario activities.

The PT will perform all preflight procedures, 
engine start, avionics set-up, taxi and 
before-takeoff procedures for each leg of 
the scenario. This includes GPS flight plan 
programming for the flight as well as PFD and 
MFD set-up and an effective preflight briefing.

The preflight activities will be accomplished 
prior to takeoff for each leg of the flight.

Leg 1
The PT will perform a normal takeoff and 
departure to a safe altitude. When established 
in the departure, the autopilot will be engaged. 
Climbing turns will be performed during 
departure using the autopilot with a transition 
to VFR cruise. Aircraft systems, avionics 
and autopilot functions will all be practiced 
during cruise, descent and the normal 
landing phase of the flight. Airspeed and 
configuration changes are practiced during 
cruise. At some point the flight will proceed 
to a designated “practice” area to accomplish 
steep turns, slow flight, flight at minimum 
control airspeed (MCA), stall recognition and 
recovery and unusual attitude recovery. The 
flight will then continue to the destination 
airport where the PT will practice normal, 
crosswind and rejected landings to a full stop.

Leg 2
A different route will be programmed into 
the GPS flight plan for the return trip. After 
departure the flight will continue in the 
manual mode with continued practice of 
aircraft systems and avionics. Prior to arrival, 
the autopilot will be engaged and the VNAV 
function will be used for the descent. The 
instrument rated PT will execute a coupled 
ILS approach to a full stop landing. The 
PT will perform in VFR a normal descent 
and pattern transition followed by a normal 
landing approach to a full stop landing.

Post Flight
T h e  P T  w i l l  p e r f o r m  a l l  a i r c r a f t 
shutdown and securing procedures.

PREREQUISITES/PT PREPARATION
Complet ion of  the In i t ia l  Academic 
Training Course corrected to 100%.

Review the following:
• Normal operating procedures in 

the FAA-approved Pilot’s Operating 
Handbook, the Pilot Training Manual 
(PTM) and the Abbreviated Checklist.

• The Flight Planning Worksheet
• Airport information for the departure 

and destination airports
• Route of flight information for both trips
• Aircraft and avionics systems display 

procedures
• The Maneuvers and Procedures 

section of the PTM

cont. page 65 
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by Robert Conrad

Views from a JetProp
Give Me a Break

Robert Conrad

Bob was told he could never be a pilot 
during a long bout through the 70’s with 
Meinere’s Syndrome, an inner ear disease. 
He received his pilot license in 1983 after 
a successful operation. He is a CFII and 
enjoys teaching. He owns a Decathelon 
and takes pleasure in light aerobatics. 
He also stays busy developing and 
maintaining web pages for charities  
and flying for AirLifeLineMidwest.

Bob graduated from the University of 
Detroit in 1962 with a degree in Electrical 
Engineering. He then joined his father’s 
Motorola Two-Way Radio business, which 
eventually grew to over 160 employees 
in the two-way radio, cellular, paging, 
SMR, manufacturing and radio broadcast 
industries. In 1990, his company took over 
airport management and FBO operations, 
including a maintenance and avionics 
shop, at the Butler County Regional 
Airport in Hamilton, Ohio (HAO). In 1999, 
Bob decided to take an early retirement 
and turn the business over to his children 
and employees.

You can visit his web site at: www.PA46T.com

Showing Off
The pictures accompanying this article 
have nothing to do with it’s content. I’m 
just taking advantage of this opportunity 
to show off. Somehow I was able to 
slip them past the editor. Don’t tell him.

This Won’t Hurt
A common myth is that a jet engine costs a 
fortune to maintain. But the reality is more 
complicated. The truth is that you need to 
be rich by most standards to buy one; if 
you are unlucky enough to not make the 
4000 hour TBO (for example), then you 
may need to be rich to repair the engine. 
But routine maintenance is surprisingly 
simple, straightforward and not horribly 
expensive. A typical 100 hour inspection 
requires a $24 filter and gasket replacement 
kit and about 4 to 6 hours of labor. There is 
no need to change the oil on a scheduled 
basis. The engine oil is much like the 
transmission oil in your car and does not 
get contaminated. Some accessory items 
like fuel nozzles, igniters and the generator 
require periodic scheduled maintenance.

A recent post on the JetProp Message Board 
raised concern about being charged $1,488 
for outside services to perform the nozzle test. 
Pratt & Whitney recommends this procedure 
every 400 hours under normal operating 
conditions (Kevin Mead has commented on 
this in an earlier issue). In the case of the 
website posting in question, the inspection 
found one bad nozzle that was subsequently 
repaired. In comparison, last year I had my 
nozzles recertified at an FAA Repair Station. 
The cost was $95 to recertify the nozzles 
and $78 for a gasket kit, plus shipping costs. 
There would have been an additional $48 
charge if they had found a bad nozzle tip. 
It takes about 6 hours labor to replace the 
nozzles. The discrepancy between my costs 
and the charge of $1,488 is considerable.

Moans and Groans
The Message board post prompted many 
responses. What caught my attention was 
the attitude of those who responded. They 
ranged from expressing polite concern, 
to raising the specter of being sitting 
ducks in a captive market, to revealing 
more reasonable personal experiences, 
to providing a full explanation of what it 
takes to perform the work. There were two 
responses though that for me really stood 
out. I am quoting directly with no editing.

Number 1:
You have a million dollar airplane and you 
bitch about a few dollars. WHO CARES!!?!?!? 
Everyone on this board can afford the 
aircraft, house, car, etc. that they have 
because of profit. (Your shop) needs to 
earn a profit too. I feel it is the customers 
responsibility to price shop if price is a concern.
 
Number 2:
I don’t think I understand your problem. You 
have a complaint about your fuel nozzle 
inspection bill being $1400?. You did well in 
taking your aircraft to (your shop), they are 
a very good maintenance facility who does 
quality work, and even better, if they are using 
a Pratt & Whitney service center to contract 
out their turbine work. I think you should be 
pleased that both (your shop) and Pratt are 
working on your million dollar single engine 
aircraft, an aircraft that you fly yourself and 
your family around in perhaps? Would you be 
confident and sure of the quality of work that a 
‘discount turbine shop’ would give, especially 
one that you happen to find on the web? 
If $$$ is your motivation, then ask yourself if it 
would be worth it to either spend $1400 to have 
(your shop) and Pratt inspect your engine, or 
some cheaper amount at a discount turbine 
shop and risk a trashed hot section, due to one 
or more faulty fuel nozzles at your next HSI. 
Another thought is that if $$$ is your 
complaint, then consider warranty. The 
‘what ifs’ of aviation; what if something 
happens, are you better off with a (your shop) 
and/or Pratt warranty? or with the discount 
turbine shop of choice found on the web. 
This is all, of course, my personal opinion; 
I have nothing against the discount turbine 
shops, after all, they need to make a 
living, too. However, knowing that the 
professionals at (your shop) and Pratt did 
the inspections is worth the cost; if you 
want to complain about high prices on a 
turbine aircraft, and want to go cheap on 
your SINGLE engine aircraft, do as you will. 
The final excuse for the high outsourcing 
cost was some mumbo jumbo about not 
jeopardizing the Pratt and Whitney warranty. 
And by the way, I have a feeling that Number 
2 is not a single engine turboprop owner or 
driver. I further doubt if he is a twin turboprop 
owner. To be more specific, I do not think he 
is the person whose pockets pay the bills.

I would like to put these web comments in 
perspective with a little history and a brief 
story. All of use are sickened by someone 
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who has taken advantage of us by capitalizing 
on our misfortune. A word for this is greed. 
While nobody has a monopoly on greed, 
the service industry is certainly not immune, 
as I will explain by example. Back in the 
early 70’s a company I won’t name retained 
10% when they subcontracted out their 
work to authorized service stations. Along 
came a new manager who immediately held 
back 18%, then 20%, then 22%. He would 
not communicate with our group and our 
cries of protest were in vain. No additional 
services were provided to compensate for 
the increased holdbacks. The only service 
provided was billing, and that was rarely 
accurate. I was selected along with two other 
representatives to visit the manager. The 
outcome was not particularly satisfactory, 
since the manager announced his next 
move was to increase the holdback to 
30%, with his ultimate goal set at 35%. Our 
group decided to start writing contracts on 
our own paper when possible in order to 
achieve a more reasonable effective rate. 
Over a period of about three years the 
greedy company lost about two thirds of 
their contracts to the shop’s private paper.

Unfortunately, not much has changed in the 
greed category in the 30 years subsequent 
to the experience mentioned above. Just 
recently I called a heating and air conditioning 
company to repair the air conditioner on 
the roof of our villa on Hilton Head Island. 
Upon opening the cover it was obvious 
that the starting capacitor was swelled up. 
The service man said this was a common 
problem. He then advised me that he did not 
have a capacitor, but could subsidize using 
two other capacitors. I said ok as I looked 
over the 280 other identical units on the roof. 
When he handed me the bill he charged $186 
for the capacitors, plus labor. My protests 
over the cost of the capacitor were unheard 
by any caring ear. I ended up taking the bill 
to his company, but the owner would not 
talk to me. One mile down the road I could 
buy the correct replacement capacitor for 
$18 at Grainger’s. All I can think about is the 
vulnerable retired people these unscrupulous 
businessmen rake over the coals every day.

As an aside, I would remark that the old Piper 
went through similar problems and refused 
to communicate effectively with our group 
or with their customers in general. Thank 
goodness the New Piper saw the wisdom 
to mend their ways. I believe they have 
prospered by enjoying a good relationship 
with our group, and of course we have 
benefited from an improved relationship with 
Piper. Some stories have a happy ending.

I relate these disparate thoughts to 
demonstrate that, from my experience, 
greedy businesses eventually meet a fate that 

they deserve. This is because people like us 
refuse to let them get away with their trickery; 
we simply take our business to people we 
trust. A shop should not outsource business 
to companies that use their clout to charge 
unreasonable prices for their services. The 
customer should be given an opportunity to 
decide the outsourcing vendor when there is 
a great disparity in price or quality of service. 
We all know when we have been treated 

fairly and we remember when we are. Most 
of us are willing to pay a premium for quality. 
But I personally do not buy the concept that 
because I have money I can afford to, or should 
be willing to, pay an unreasonably high price 
for services rendered. Those funds, instead 
of going to overcharged services, would go 
under the category of giving to charity, for 
which I expect no personal services in return.
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David’s first dream in his youth 
was to be a Naval Aviator, but 
lack of 20/20 uncorrected vision 
precluded the normal approach 
to that goal. Since Annapolis was 
out, David became a physician 
in pursuit of his dream of flying. 
Taught by his Dad, a flight 
instructor in the Navy, David 
went on to fire patrol and crop 
dusting to satisfy the flying urge. 
He then made it to medical 
school, followed by a residency in 
radiology in the US Army. David 
served in Vietnam as a flight 
surgeon and a radiologist. After 
entering private practice in Tyler, 
Texas, where he currently lives 
with his wife Emily, he traded his 
Cessna 180 for a Twin Comanche, 
earned his ATP, and then moved 
up to the Malibu. He bought 
4388M in 1987, spruced her up 
to become Queen of the Fleet in 
1991, and has kept her in mint 
condition ever since.

by David Coats, MD

Coats Corner

David Coats, MD 

 

My Compliments
In the winter issue of this magazine our editor, 
Jeff Schweitzer, our president, Doug Leet and 
our Vice President, Jim Yankaskas, as well 
as contributor Trey Hughes, all provided a 
series of articles that place the role of safety 
in perspective at MMOPA. These authors 
emphasized the importance of training, the 
need to keep emergency scenarios in mind, 
the benefits of analyzing accidents and how 
to gain knowledge from them, and the need to 
get more folks that are not singing in the choir 
to at least listen to the music. Pearls of wisdom 
concerning night flying were outstandingly 
presented as well. I was also impressed by 
Kevin Mead’s review of things that crack. 
As usual, I took Mary Bryant’s quiz and, as 
always, had to do a review in order to pass. 

Electrical Gremlins
Who among us has not had the frustration 
of arriving at the airport only to find a battery 
dead in the airplane. Worse, from my 
perspective, is finding a battery that is nearly 
dead, which I will explain below. Contributor 
Bob Conrad provided some good advise. 
I purchased a Battery Minder about a year 
ago, and I keep a “spare” battery ready at all 
times. The idea of a separate switch on the 
circuit for the baggage light is really a good 
one. I got tired of the factory switch getting 
out of alignment just enough to remain on, 
which of course ran down the battery. I simply 
pulled the bulb out. I now use a flashlight 
instead. The cabin entrance light has its own 
vulnerabilities. In addition to the switch being 
accidentally activated and not noted, the timer 
relay for this light can fail. Mine failed such 
that a low current drain took place without 
any visible light. The gremlin was revealed 
by checking the current from each of the 
circuits coming off the “hot bus” after having 
the battery go dead twice inside of one week. 

Since this little timing device costs in excess 
of $150, I elected to pull the fuse and isolate 
that circuit. From an engineering standpoint, 
one would think that some of these problems 
could be solved by eliminating the hot bus 
and using small NiCad type batteries for the 
required memory circuits. Or, one could at least 
include an ammeter to show the power being 
used by the hot bus. The downside to that 
idea is that you would just add yet one other 
item to check when you depart the aircraft. 

Nearly Dead?
When we preflight our bird we should always 
check the voltage of the battery before 
engaging the starter. This is a simple way to 
see if the battery has the necessary juice to 
crank the engine. Why is this important? As 
soon as a major demand is made of a dying 
battery, the voltage can be reduced to such 
an extent that the solenoid for the battery 
master can drop off line. Then you are totally 
dependent on what remains in the battery 
for your electrical system. This is why I say 
a nearly dead battery is potentially worse 
than one that clearly kicked the bucket. If 
the battery is dead, you have no choice but 
to replace or charge it to get a start. If nearly 
dead, you can revive the battery with a GPU 
without charging, but then potentially lose the 
battery right after gear up. The lesson here is 
that you should seriously consider charging 
the battery before getting the GPU start. 

Supplemental Oxygen
Trey Hughes discussed the need for 
supplemental oxygen at 7000 feet (cabin 
pressure), particularly at night. Most military 
pilots go on oxygen at sea level. I personally 
set 5000 to 6000 feet for my choice, the higher 
number used for short flights. On long flights 
I sometimes use oxygen from the ground up. 
Using supplemental oxygen is important to 
night vision, as Trey discussed. Also, even 
low level hypoxia can seriously degrade 
your reasoning without warning or clues to 
the effect. Number confusion, for example, is 
frequently experienced with low level hypoxia. 
Post flight fatigue is reduced considerably by 
supplemental oxygen. To really experience this 
in a controlled environment one needs to take 
a chamber ride as offered by CAMI. MMOPA 
has scheduled two meetings since 1990 at 
facilities where chamber rides were a major 
part of the pre-convention program. The time 
for that has come again in my opinion; I have 
been encouraging Bill Alberts to think about 
a future convention in Colorado Springs, 
where the Air Force has a chamber facility. 

MMT&SF
Do not forget to consider in your “flight 
planning” this year attendance at one of the 
safety seminars. Also, in November there will 
be a special advanced academic session 
for those who have previously attended a 
regular session. As icing on the cake there 
will be multiple break out sessions aimed 
at maintenance issues. Please read my 
article in the previous issue for more details. 
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BRINGING
IT HOME



BY TOM CUNNINGHAM

TBM 700 FERRY FLIGHT FROM
TARBES TO NORTH PERRY

A fl ight across the North Atlantic is thought by many 

pilots to be the ultimate voyage for a single engine 

aircraft, and I can think of no better airplane than the 

TBM 700 in which to make the journey. OK, so I’m 

biased, but a ferry fl ight in a TBM is simply a thrill.

cont. page 24
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Nearly 140 TBMs have been flown over the 
Atlantic to North America without a single 
incident. The trip is never entirely routine, but 
one certainly made easier by the capabilities 
of the airplane. The TMB 700 is fast and 
comfortable, powered by one of the most 
reliable engines made, carries abundant 
fuel, and flies above most weather. These are 
all factors that will warm the heart of any pilot 
considering the trek across. After having 
made many of these flights for Socata in the 
last four years, I can attest that a trip across 
the pond rates as one of the greatest flights 
a pilot can enter into his or her logbook. 
Each crossing is an adventure to treasure. 

In the Beginning
So how does a factory ferry flight begin? 
When a TBM 700 is ready for delivery, 
Christian Briand, the Socata Chief Test 
Pilot, reviews the flight schedule and then 
assigns the flight to one of the company’s 
ferry pilots. When I am lucky enough to 

REYKJAVIK CITY, ICELAND

 ICELAND
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APPROACHING REYKJAVIK , ICELAND

RUNWAY 31 REYKJAVIK

cont. page 28

be selected, I always need to do some 
advance preparation. I gather and review all 
required flight charts to ensure all are current. 
Necessary survival equipment for the over-
water crossing is packed and shipped to 
the factory at Tarbes. Of course I also have 
to get to France. So I make reservations 
to fly on a commercial aircraft from Miami 
to Paris, and then on to Pau, the nearest 
commercial airport to Tarbes. I generally 
leave on the evening flight from Miami and 
arrive in Pau in the afternoon of the next day. 
Then a quick 40 minute drive by rental car 
gets me to the factory. There I meet with the 
Delivery Manager, and we begin the review of 
aircraft documentation. After the paperwork 
is completed, I go off for some much needed 
rest to recover from nearly 30 hours of travel.

Since I am in Europe, why not rest in style? 
I choose to stay at a small eight-room hotel 
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KEFLAVIK AIRPORT

ARRIVAL NASARSUAQ, GREENLAND

ICEBERG
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DEPARTING FROM NASARSUAQ

WESTERN COAST OF GREENLAND

ICEBERG
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REFUELING IN NASARSUAG, GREENLAND

and restaurant nearby, the Le Relais de 
Saux, nestled into a building with a history 
extending beyond 300 years. All the rooms 
are uniquely decorated with traditional 
French flare. The hotel owners, Madeleine 
and Bernard Heres, have become friends and 
I look forward to a good stay. I can report that 
the meals here are spectacular, with some 
of the finest French gourmet meals found 
outside of Paris. Enjoying a quiet evening 
dinner on the patio, with a fine wine in hand, 
overlooking the Pyrenees Mountains, is a 
good way to end the long trip to Tarbes.

Lift Off
The next morning, I arrive well-rested at 
the factory to complete the official aircraft 
acceptance. Normally, a short flight is made 
in the aircraft to verify that all specified 
optional systems are installed and that the 
TBM is ready for the crossing to Florida. 
Next, I obtain a weather briefing at the main 
airport terminal building. I also file a flight 
plan for the first leg to Scotland. One last 
item to be completed before leaving Tarbes 
is to notify French customs officials of my 
departure. At the same time the Socata 
handling agent in Bangor, Maine, is notified 
of my planned arrival in the USA so that he 
can prepare the customs documents for my 

arrival there. Finally, I receive a departure 
fax at the factory, which gives me my slot 
time and routing for the flight on the airways. 
There is no GPS direct on this leg. If I miss 
my approved slot time, I have to re-file 
another flight plan for a later departure.

Finally, I lift off for Scotland on the first leg, 
a distance of 850 nautical miles that can 
typically be covered in a little over three 
hours. The flight proceeds northward 
from Tarbes to Cognac, Nantes, and then 
Monts D’Arree, where I leave the mainland 
behind to cross the English Channel. On 
the British side the flight continues over 
Berry Head, northeast over Liverpool, 
Manchester and finally into Scotland. 

Equipped for the Job
While not yet an all-glass panel, the avionics 
in the TBM would impress even the most 
jaded pilot. Equipped with 8.33 MHz radios, 
the plane can fly above 24,000 feet (the 
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BETWEEN GREENLAND AND 
GOOSE BAY, CANADA

requirement in Europe), and I take full 
advantage of the higher altitudes up to 
the service ceiling of 31,000 feet (for the 
700 C2). An impressive electronic moving 
map displays the details of the earth 
passing below. Highways, railroads, towns, 
lakes, height of the terrain, and airways 
are all displayed clearly on the MFD as I 
proceed northward. Aircraft flying nearby 
are displayed on the instrument panel, with 
their position, direction of flight and altitude 
highlighted long before I can see them out 
the window. Weather radar shows the best 
route to avoid storms. The air data computer 
(ADC) constantly calculates ground speed, 
true airspeed, and wind speed and direction. 
The ADC also calculates fuel burn, fuel 
remaining at my destination, and flying 
time to the alternate airport. When I arrive 
at my destination, a radar altimeter will 
electronically measure the exact height 
above ground. The state-of-the-art auto 
pilot can climb the aircraft to a selected 

altitude at any rate of climb or airspeed, 
level off, fly to any and all navigation points 
of the flight plan, descend to the destination 
airport, and follow the glide path down 
to the runway. However, I usually enjoy 
landing this marvelous machine myself.

Pit Stops
Several options are now available for the first 
stop. Frequently, I will land in Edinburgh, 
Glasgow, or Wick. My ancestry goes back 
to Scotland, so I particularly enjoy these 
stopovers. On some ferry flights, the owner 
of the TBM will join me. If the owner has 
not previously been to Scotland, I always 
recommend touring these cities, each fun 
in its own right and each full of history. On 
one occasion, we stayed overnight at the 
Ackergill Tower in Caithness Scotland, near 
the Wick Airport, a fabulous destination 
that ranks for me as one of the best in my 
many crossings. While there, you may 
wish to take advantage of the seaside golf 
course, little more than a one iron from 
the picturesque castle, founded in 1870.
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At any of the FBOs in Scotland, a fuel stop 
always proves to be quick and pleasant. If the 
winds are favorable and fuel permits, a stop 
at Stornaway, 150 miles north of Glasgow, will 
result in a shorter flight for the next leg. The 
last time I stopped there the lads had been 
following my flight progress on their computer, 
and had already obtained the weather for the 
next leg and filed my flight plan. What service!

This time around I landed at the Glasgow 
airport, so the leg to Reykjavik, Iceland, will 
be a distance of 720 nautical miles, which 
typically takes about 2.5 hours. This leg will 
be over the North Atlantic. An IFR oceanic 
clearance will be issued prior to departing 
the northern tip of Scotland, and navigation 
will now be done by GPS. The latitude and 
longitude of the various navigation points 
are entered and rechecked. Accurate data 
entry is critical since an error could result 
in flying toward a point away from Iceland, 
not an inviting prospect. The TBM 700 has 
dual Garmins, so I enter the same flight 
plan separately on each one. This permits 
a cross-check of the flight plan data. The 
onboard air data computer will calculate the 
wind speed and direction. The ADC will also 
automatically compute a point-of-no-return, 
that magic point in space from which the 

aircraft no longer has sufficient fuel to retreat 
to the departure point. Before flying beyond 
the point-of-no-return to Stornaway, I ask ATC 
for a final check on the Iceland weather to 
confirm earlier forecasts for my destination.

As I approach the southeastern coast of 
Iceland, I confirm the weather for Reykjavik 
or the alternate at Keflavik. If both are below 
landing minimums, I then select alternate 
airports on the other side of the country. 
As a general rule, if the weather is bad on 
the southwestern coast of Iceland, it will be 
better on the north and east coast. Thus, if 
the flight plan needs to be changed, I opt to 
land at Saudarkrokur, Akureyri, or Egilsstadir.

Time for Tourism
Iceland is one of the more scenic countries of 
the world. If you take the trip, plan to spend 
some extra time here for touring. Geothermal 
activity is present in much of the country and 
has been harnessed to supply hot water for 
heating, swimming pools, steam generation 
of electricity and industrial applications. 
Do not miss the spa at the Blue Lagoon, 
a unique natural wonder of mineral-rich 
geothermal seawater. Whale watching tours 
and deep-sea fishing are also popular. In 
town, numerous museums, galleries, and gift 

shops are a major attraction. A private tour of 
the area is one of the better ways to see many 
sights in a short time period. During the tour, 
plan a visit to the Gullfoss, Iceland’s most 
famous and picturesque waterfall. The most 
spectacular site I have seen, as I approached 
the country at night, is the Aurora Borealis 
or northern lights. These moving sheets 
of dancing light drift like ghosts across 
the sky, suddenly shoot up and down in a 
frenzy, and display an awesome array of 
undulating colors. With no doubt the northern 
lights are the most amazing phenomenon I 
have ever witnessed in 36 years of flying.

Any layover at Reykjavik must include 
an evening dinner at the Laekjarbrekka 
or Humarhusid (Lobster House). The 
seafood is outstanding. Spend some time 
visiting The Pearl, an observatory with a 
spectacular panoramic view of the city, and, 
oddly, facilities to store the city’s hot water. 

Here Comes the Sun
Sleeping can be a strange experience here. 
During summer, daylight is a 24 hour affair. 
You can glance at your watch in full daylight 
only to discover the time is 3:00 a.m. After 
a night’s rest at the Hotel Loftleidir with the 
shades drawn, a short walk across the hotel 
parking brings me to the airplane. Upon 
arrival, I find that the flight services staff 
has already obtained my weather for the 
next legs to Greenland and Labrador. They 
have filed the flight plans for me, and have 
the Canadian custom form ready to go. All I 
need to do is review the weather, pay for the 
fuel and go. This level of service is exactly 
why so many pilots stop here on ferry flights.

Narsarsuaq and Other Cold
Places With Long Names
From Reykjavik the flight to Greenland 
can take me to Narsarsuaq (670 nm), 
Godthab (770 nm), or Sonderstram (730 nm), 
depending on weather. Flying to any of these 
destinations reminds me that naming this 
place Greenland was an exercise of extreme 
optimism. My first choice is Narsarsuaq at the 
southern tip of the island. But if weather fails 
me here, then chances are good for better 
weather to the north at either Godthab or 
Sonderstram. Jet fuel is available at all these 
airports, but Prist is not, or at least not always. 
I therefore carry several cans with me on 
the flight to add to the fuel as it is pumped 
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into the aircraft. These legs are not too long, 
but the weather must be good at least two 
of these destinations before I take off from 
Reykjavik. Again, the flight is over the North 
Atlantic and navigation will all be by GPS. If 
the flight is to Sonderstram, the route extends 
north of the Arctic Circle, to give you a sense 
of where on the globe all this is taking place. 
On either route, the outside air temperatures 
are so cold, (-55 oC IOAT for example) during 
the late fall, winter, and early spring that 
100% torque can usually be maintained. 
At these temperatures and altitudes, 
the TBM will typically exceed 300 KTAS.

The DME/ADF instrument approach to the 
airport at Narsarsuaq is a bit unusual, and 
best done for the first time in actual weather 

accompanied by a pilot who has made 
the approach before. Although the airport 
elevation is only 11 feet above sea level, 
hardly a nose-bleeder, the minimum decent 
altitude (MDA) is 1500 ft, with a visibility 
requirement of 6000 ft for aircraft capable 
of 6.0% climb gradient. For less capable 
machines that can maintain a 4% climb 
gradient, the minimums are 1800 ft. Without 
DME the minimum decent altitude is 2750 ft. 
These less-than-ideal minimums are due to 
mountains that surround the airport with peaks 
between 4000 and 5750 feet. The photos of 
Narsarsuaq illustrate the impressive terrain. 

This is a non-radar airport with all separation 
done by verbal reporting points. Controlled 
airspace begins at 19,000 feet so all 

flights below that altitude are conducted in 
uncontrolled airspace. Thus, if a IFR approach 
is required, it will be the full ADF/DME 
approach, without the aid of radar. The tower 
staff will provide airport observed weather and 
reported positions of other aircraft in the area.

Somewhere nearby in this article you will find a 
photo showing a departure from Narsarsuaq, 
flying VFR southbound out the fjord, with the 
Garmin 530s in Nav mode. The aircraft is at 
1100 ft AGL (from the radar altimeter), the 
power has been reduced to 70% torque, and 
the indicated airspeed is approximately 200 
KIAS. The white aircraft symbol can be seen 
on the 530 on the right showing the aircraft in 

cont. page 32
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the middle of the fjord. The area of light blue 
is water and the black area is ground. The 
Honeywell 850 MFD with EGPWS is showing 
the terrain for the area. The red area to the 
right and left is ground above the aircraft. 
With an avionics package like this, situational 
awareness is excellent, a big help in making 
an IFR departure among towering peaks.

Short Timer
Time spent on the ground in Greenland is 
generally short, since I want to get to Goose 
Bay and Bangor, Maine, that same day. The 
airport does not see heavy traffic and quite 
often no other planes will land during my 
short stay. After I pay for fuel and get weather 
updates, I notify the Canadian customs of 
my anticipated time and place of arrival. 
On a clear day, the departure through the 
fjord is spectacular. Icebergs floating out 

to sea are a common sight, as you can see 
from some of the accompanying photos.

From Sonderstram, the next leg would be 
to Iqualit and then to Goose Bay, Labrador. 
However, most of my crossings have been 
to the south to Narsarsuaq and then on to 
Goose Bay. That leg is 675 nautical miles, 
and usually takes about 2.5 hours. The 
Goose Bay airport is used by the United 
States as well as several European countries 
as a military base. Therefore, you commonly 
see squadrons of jet fighters in the air or 
on the ramp getting ready to depart. The 
Canadian customs staff is normally on 
site to greet and examine arriving aircraft. 
Since I am on a “tech stop” (gas and go), 
the inspection is quick. If customs agents 
are not available to meet the aircraft, then 
I need to make a phone call to CANPASS 

confirming my arrival and next destination. 

In the late spring, summer and early fall 
months, enough daylight remains to go on 
to Bangor Maine after fueling at Goose Bay. 
However, during the winter months when the 
daylight hours are short, I generally plan for 
an overnight stay at Goose. During winter, 
snow banks 20 feet or higher are often seen 
around the airport as a result of snow removal. 

An overnight stop at Goose Bay leads to 
a choice between three hotels, and the 
accommodations are basic all around. 
At one hotel restaurant, the brave can 
munch on reindeer burgers. During winter 
crossings, this is one of the few places 
where the aircraft can be put in a hangar 
overnight. When outside temperature reach 
down to -35 oC and winds blow 25-35 knots, 

FJORD IN GROENLAND
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hangar space is more than just a luxury. 

U. S. of A.
Before departing for Bangor, whenever that 
turns out to be, I call U.S. customs to advise 
them of my arrival. I also check to see that 
they have the necessary paperwork to import 
the aircraft into the USA. The flight to Bangor 
from Goose Bay takes only 2 hours. Winter 
weather there can be every bit as cold as 
in Goose Bay. Customs, immigration, and 
agriculture staff will meet me. I have all the 
personal declaration papers completed 
when I arrive, so entry formalities generally 
go quickly. Normally, on a flight without 
an owner, this is the second overnight of 
the ferry flight. I stay at one of several nice 
hotels on or near the airport, and the FBO 
provides transportation to and from. Five 
time zones later, my watch shows 5:00 
pm local, meaning that nearly 13 or 14 

hours have elapsed since leaving Iceland. 

After a good dinner and some sleep, I will 
begin the final leg, which is really nothing 
but an ordinary domestic flight. The distance 
from Bangor to Socata Aircraft at North Perry, 
Florida, is 1285 nautical miles. If winds are 
good, the TBM can make the trip non-stop at 
high altitudes in about 5 hours. If the winds 
are not favorable, then I make a stop about 
midway, typically in Wilmington, NC. This 
leg is a breeze since I am now in the USA, 
in controlled airspace for the entire distance, 
and all radio transmissions are without 
accent. During winter, I have commonly 
seen temperatures when departing Bangor 
hovering around -20 oC only to arrive in North 
Perry in a balmy 25 oC or greater. What joy!

Distance and Time
Total flight time for one of these ferry flights 

will be between 19 and 22 hours, depending 
on winds. If I can make an early morning 
departure from Tarbes those hours can 
unfold in just under two days. With an 
afternoon departure, the trip will take about 
two and a half days. Clearly though no two 
ferry flights will be the same; each will offer 
a unique adventure. If you are fortunate 
enough to purchase a TBM 700, and even 
more fortunate to have an opportunity to 
make the ferry flight, I highly recommend 
you set aside at least a week for this 
adventure rather than rushing through in 
two days. Enjoy the experience, and sample 
the offerings of each stopover. I can not 
guarantee much in life, but I can guarantee 
absolutely that you will fondly remember the 
crossing for the rest of your flying days. Even 
with many trips under my belt, I always look 
forward to my next trip as if it were my first.

ICE FIELD IN GROELAND
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Your Own Avionics Flight Test
by Mike Haenggi

Pilatus Points

Mike Haenggi

Mike learned to fly Champs and Aircoupes 
off a small grass strip in Wisconsin, and 
he has been a wing nut ever since. He 
spent ten years in the aviation publishing 
industry. As a senior aviation editor, he 
helped put together more than 100 books 
on the history of aviation. He has authored 
two books of his own and many aviation 
articles. He holds an MBA in Aerospace 
Business from Embry-Riddle Aeronautical 
University and is a Certified Flight 
Instructor. Today, Mike is the Marketing 
Project Manager for Pilatus Business Aircraft 
on the PC-12 program. He lives with his wife 
and daughter in Thornton, Colorado.

Testing, Testing One Two Three
When new aircraft are built, manufacturers 
thoroughly test each one prior to delivery. 
For example, on just one PC-12 test flight, 
more than 210 items are tested and verified 
before delivery. Every switch, knob, and 
button is exercised to expose any glitches. 
Check flights are great for new airplanes. New 
owners have high expectations, and rightly so. 

Your airplane may not be fresh off the 
assembly line, but why not take a proactive 
approach and consider doing your own 
periodic avionics test flights? No, I do not 
mean your typical VOR check. I mean one that 
will put all your systems through their paces. 

The first thing you will have to do is plan a test 
route. Nothing complicated, just fly out of your 
home airport towards a local VOR for about 
30 minutes, then come back and shoot some 
approaches. You can file your flight plan as 
departing and returning to the same airport, 
with the VOR as the waypoint. Put “AVIONICS 
TEST FLIGHT” in the remarks section.

Next you have to build your checklist. Since 
the panel can be configured in an infinite 
number of ways, you will need to design a 
custom testing program for your aircraft. 
Here are some ideas for what you might want 
to check out. Let’s break down the test into 
sections according to each phase of flight. 

Preflight
Remember, we are not talking about a 
standard pre-flight review; instead, this is 
a thorough examination of your airplane 
consistent with what manufacturers do before 
they set a new one free. Many things can be 
examined on the ground before your flight. 
Open up the cowling and inspect all the wiring 
harnesses and electrical connections you 
can see. Are your avionics boxes anchored 
securely? Make sure everything is tight, and 
that there are no signs of arcing, burning, or 
chafing. Check your battery. Are the cables 
tightly attached to clean terminals? Check 
the alternator’s pulley, belt and electrical 
connections. Do a comprehensive review of 
the vacuum system. Follow the lines from your 
vacuum pump and look for any signs of wear.

Look closely at the aircraft’s exterior. Are 
all the antennas securely attached? Are 
the pitot tube and static ports clean and 
clear? Does the pitot heat work? Check the 
static wicks and make sure they’re in good 
condition. Look closely at all the lights. Do 
they have cracks, water, or dirt in them? 
They should all be clean and working.

Next, review the cockpit. Check that all 
switches and fuses are in order and are 
properly labeled. Make sure, too, that all 
the appropriate placards are in place. 
Carefully clean the instrument panel and 
verify that all the gauges are secure. 
Look under and behind the instrument 
panel. Does everything look in order?

Start up
If everything looks clean and secure on the 
walk around, you are ready for startup. After 
your pre-start checklist is complete and you 
fire up the engine, record the indication on 
the voltmeter. If you have a piston engine, 
shut off the alternator field and record it again 
(it should show battery voltage). If you have 
a turbine, check your generators and note 
their outputs. Turn your avionics master or 
bus on and record the indications again. 

If the electrical supply is working properly, 
move to the GPS and start preliminary checks. 
Note the expiration date on the database. Also 
check your GPS date and time to make sure 
they are properly set. Pull up the RAIM page 
and record the number of satellites visible. 
Program in your flight plan at this point, too.

Next check the autopilot. Run through the 
self-test and look for faults. Then power on the 
autopilot and test all the possible disconnects. 
Try both yoke AP disconnect buttons. Also try 
the button on the unit and the fuse. Make sure 
you can overpower the servos if necessary. 

Examine all the cockpit lights. Make sure 
none of the bulbs are out and that the ON/
OFF switches and rheostats work properly.

Check the audio quality on Com 1, Com 2, Nav 
1, Nav 2, ADF, and your PA/Speaker for clarity. 
Test the marker beacon lights, the intercom 
functions, and the PTTs on both yokes. Tell 
the tower you need to do a series of radio 
checks. Usually they will gladly accommodate 
if not too busy. Make sure all volume and 
squelch controls are functioning. Test the 
transmit buttons on both yokes and the hand 
mic on both coms. If your audio panel has 
the capability to prevent a stuck mic, check 
that feature on an unused frequency too. 

Do the normal instrument check; if you are 
comfortable with the idea, you can accomplish 
this while taxing to the active runway. Strictly 
speaking, the only task you should be doing 
when taxiing is taxiing, but the reality is that 
many pilots do more. Set your altimeter to the 
local setting and check against field elevation. 
The discrepancy should not exceed +/-75 
feet. Record the actual reading to start a 
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trend. If you have copilot instruments, 
test those too. Also record the reading on 
the OAT gauge and compare to actual. 

After completing your pre-departure 
c h e c k l i s t s ,  a n d  g e t t i n g  y o u r 
clearance, you are ready for takeoff.

Climb
After departure, set Vy and verify that the 
VSI, attitude indicator, and altimeter and are 
functioning properly. Record the climb rate 
and the pitch angle on the attitude indicator, 
and make sure the altimeter verifies the 
rate. Reset your climb to Vx and repeat the 
process, again recording climb rate and pitch 
angle. Check the copilot instruments too.

If you have a sophisticated autopilot, 
check indicated airspeed hold, vertical 
speed hold, flight director, and altitude 
preselect functions. Make sure that the chime 
alerts for altitude come at the appropriate 
places: 1,000 feet to go, or if you are off 
the selected altitude by 200 feet or more. 

Cruise
Once you level off and reach cruise speed, 
check the attitude indicators and VSI again 
to make sure they show level flight. Next 

make sure the turn coordinator shows 
wings level and the slip-skid shows ball 
centered. Then record your altitude, indicated 
airspeed, engine temp, oil temp, RPM, 
manifold pressure, fuel flow, and outside 
air temperature so you have an engine 
trend to accompany your test record.

Using your number one VOR, settle in on 
your course towards your first waypoint. 
Once the CDI needle is centered and you 
are on heading, check your position on the 
radial using the GPS or visual waypoints 
to make sure the VOR is accurate. Do the 
same with your number two VOR, then cross 
check your GPS with the VORs. If you use 
ADF or Loran, cross check those as well. 

At Altitude
Now turn your attention back to the autopilot 
and check that all functions are working 
properly. Check heading mode by rolling the 
aircraft to different headings. Record the max 
bank angle the autopilot achieves in a turn, 
and if you have a 3-axis autopilot, verify turns 
are coordinated with your slip/skid indicator. 
Check the flight director, half bank angle, soft 
ride, and yaw damper modes if you have those. 
Test control-wheel steering functions too. Do 
not go off course for more than a second or 
two before returning to your original heading. 

Remember you are still on an IFR flight plan.

Let the autopilot track the VOR radial and 
compare the track to your known course. 
Now set the GPS direct to the VOR and let the 
autopilot track the GPS course and compare 
that to your known course. Estimate any 
errors and record them on your checklist.

While you are waiting for the autopilot to 
establish and track these courses, you can 
check all the avionics cross feeds in your 
airplane to make sure all your boxes are 
communicating properly. Check that the 
VORs are feeding the CDIs. The GPS should 
be feeding data to the MFD, the CDI, and 
cross feeds to the second GPS. Make sure 
the autopilot is receiving all necessary data.

If you have radar, run the self-test and 
then sequence through all modes. Tilt the 
antennae up and down, cycle the range, and 
adjust the gain. Look for anything unusual.

Check pressurization. Record the cruise 
altitude, cabin altitude, and pressure 
d i f fe rent ia l  shown on your  gauge.
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relief, I took off when the ceilings hit 500 feet 
at Austin, with reports of “clear below 12,000 
and 10 miles visibility” at Fredericksburg. It 
is not unusual in the hill country of central 
Texas to have Austin down low while airports 
just west are in the clear, so the current 
conditions and forecast for T82 rang true.

Shortly after departure, in the initial climb, my 
fuel pressure started to decline precipitously, 
and nothing I did reversed the trend. 
Anything odd with fuel catches my attention. 
My TIT and CHTs were holding steady and 
I had full power, giving me some hope the 
problem was a gauge rather than a bad fuel 
pump or something perhaps worse. But 
I was not about to take a chance. I called 
ATC, told them I wanted to return to Austin, 
and was cleared for the ILS to 35R. I broke 
out at about 400 feet. After landing, talking 
to Kevin Mead, doing some full-power run 
ups, shutting down to look for fuel leaks, 
and never replicating the problem, Kevin 
and I decided there was moisture in the 
transducer, and that I could safely fly. But 
geez, this quick trip to Fredericksburg had 
already included a delay of more than 2 
hours, not to mention a precautionary landing 
in low-ish IMC. And I was still in Austin. 
Finally, I got an updated weather briefing, 
re-filed and took off with no further problem. 

The VOR approach to T82 has a minimum of 
766 feet, and shortly after takeoff the AWOS 
was reporting ceilings at 800 feet. I am not 
sure what happened to the “clear below 
12,000” that I had just heard prior to takeoff. 
But in any case, the ceilings were still above 
minimums, so getting in should have been no 
problem, or so I thought until I did the missed 
approach. I never did see the ground, even 
looking straight down. I flew to Stonewall 
(STV) for the hold, and told ATC that I wanted 
to turn around the track for 15 minutes to 
see if conditions improved. They did not, at 
least according to the automated weather. I 
practiced perfecting the race track for another 
30 minutes, and still no improvement. So I 
decided to do the approach one more time 
and return to Austin if I could not get in. 
I broke out just at minimums and landed 
nearly 2 hours after I took off, and almost 

5 hours after arriving at Austin, all for what 
should have been a half-hour trip. On my way 
to training, therefore, I did an ILS down to 400 
feet after experiencing what could have been 
an engine problem, shot a VOR approach to 
minimums and did the missed, held for 45 
minutes, then shot another VOR approach to 
minimums and landed. I got my training on 
the way to training. By the way, I was hand 
flying the airplane the entire time because 
my autopilot had failed on the previous trip.

But all the effort was rewarded when I heard 
John Mariani’s full-day lecture on how to 
keep our airplanes in one piece. This is a 
lecture that every PA-46 pilot should attend 
at least once. His presentation is packed 
with useful and practical information that 
will help us all fly safer. All of this took place 
at the quaint Hangar Hotel on the field, with 
an authentic diner overlooking the runway. 
Meals were catered in the morning and 
afternoon. For dinners we squeezed into a 
few cars for a trip to town for some local grub.

The weather deteriorated over the next 2 days, 
so not much flying was done. Instructors took 
advantage of the opportunity to delve more 
deeply into ground school. My flight training 
continued, however, on the return trip. Once 
again, I delayed my departure for almost 
3 hours as a line of thunderstorms swept 
through the area. I swear I’m not making this 
up. I have witnesses, and some are sober. 
Once the line passed, I took off and shot 
the ILS to 35R at Austin, this time breaking 
out just at 200 feet. Nothing like a good 
weekend of training in transit to training.

Attendance this year at the safety foundation 
sessions has increased dramatically. If 
you have not yet participated, look at the 
schedule published in this issue, or on the 
web site, and choose a session that fits 
your schedule. MMOPA deserves a big 
hand for supporting the safety foundation, 
which can, because of that support, charge 
ridiculously low fees for quality training you 
can find nowhere else. The training sessions 
are serious and informative, but also a 
great deal of fun. Sign up for one next year.

Approaches
Set up to fly at least two different types of 
approaches. Fly an ILS and a GPS or VOR 
approach. Record the approach, frequency 
and runway you are using on each one. Let 
the autopilot capture the inbound course 
or localizer and note any deviation after 
capture. Did the autopilot fly through the 
course then turn back? Was it right on? Make 
a record. Do the same with the glideslope 
on an ILS. Next verify that the needles move 
in the appropriate directions, and that the 
marker beacon signal and lights come on at 
the appropriate times and places. Verify your 
position on the approach visually and with 
your GPS. If you are flying a GPS approach, 
make sure the sensitivity sequences down 
properly, and that it functions according 
to the manual when you go missed. 

When you finish the approaches, land, 
park, and shut down. As the propeller 
stops, you should be able to review the 
entire panel and know that you have 
thoroughly checked every feature of every 
box, and every button, switch, and dial.

Stay Sharp
Keep in mind, these test f l ights are 
demanding. The workload is high as you 
complete one test after another while flying 
the airplane. Always take along a safety 
pilot to read off and record the test items 
and to help look for traffic. Do the tests 
in good weather conditions so you can 
verify your location visually. If things start 
to go astray, cancel the test, land, and 
debrief on the ground. You can always go 
back up and pick up where you left off.

Each time you complete one of these 
tests, you improve your knowledge of all 
the systems on your airplane and their 
current operational status. You will have a 
written record, consisting of pass/fail marks 
and numerical values for each test item. If 
any of your components start to degrade, 
you have a better chance of catching the 
problem early. And even if you do not 
spot any problems, these tests will help 
keep your flying skills sharp. If you like a 
challenge, the flight tests can even be fun.
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Mary has been a pilot for over twenty-five 
years and has instructed in the Malibu 
since 1988 when she worked for the 
Piper Training Center. Subsequently, she 
was Eastern Region Sales Director and 
Malibu Mirage demonstration pilot for 
Piper Aircraft. Mary was also co-founder 
and owner of Attitudes International, 
Inc., The New Piper Aircraft’s exclusively 
approved training school for Malibus, 
from 1991 – 1998.

Mary currently provides Malibu-Mirage 
and JetProp training through Eclipse 
International, Inc. in St. Petersburg, 
Florida. Mary holds ATP, CFII, and MEI 
certificates, and is type rated in the 
Cessna Citation. She also has a BA from 
Northwestern University and an MBA 
from the University of Illinois. Mary  
may be reached at 727.822.1611.

Issues and Answers

Mary Bryant 

RVSM
by Mary Bryant

QUESTIONS

1. For what is RVSM an abbreviation?
 a. Radar vertical separation 
  minimums
 b. Required vertical separation  
  minimums
 c. Reduced vertical separation   
  minimums 

2. At what altitudes does RVSM 
 apply and what is the minimum 
 separation?
 a. Between FL290 and FL400 and 
  separation is 1,000 feet
 b. Between FL180 and FL400 and 
  separation is 2,000 feet
 c. Between FL180 and FL400 and 
  separation is 1,000 feet
 d. Between FL290 and FL400 and 
  separation is 2,000 feet

3. Which of the following are expected 
 to be accomplished with RVSM?
 a. To make more flight altitudes 
  available
 b. To allow aircraft more opportunities 
  to fly at optimum altitudes
 c. To provide fewer ATC delays and 
  vectors
 d. To reduce controller workload

4. When is RVSM in effect?
 a. January 1, 2005
 b. January 20, 2005
 c. March 15, 2005 
 d. September 30, 2004

5. To which of the following will 
 RVSM apply?
 a. 48 contiguous states
 b. Alaska
 c. Hawaii
 d. San Juan Flight Information 
  Region (FIR)
 e. Atlantic High Offshore Airspace
 f. Gulf of Mexico High Offshore  
  Airspace

6. Which of the following areas plan to 
 implement RVSM at the same time as 
 the US?
 a. Australia
 b. Caribbean
 c. Europe
 d. Mexico
 e. North Atlantic
 f. Northern Canada (North of 57 
  degrees latitude)
 g. Northern Pacific
 h. South America
 i. Southern Canada

7. Special equipment is necessary in 
 RVSM airspace because of which of 
 the following?
 a. Increased probability of equipment 
  failure at high altitudes
 b. Aircraft equipment is less accurate 
  at high altitudes
 c. ATC radar reception is less 
  accurate at high altitudes
 d. All of the above

8. Which of the following is required 
 equipment for operating in RVSM 
 airspace?
 a. two independent altimetry systems
 b. Air Data Computers
 c. Static Source Error Correction 
  (SSEC) units 
 d. Improved accuracy altimeters
 e. Altitude alerting systems
 f. Altitude control device
 g. Standby altimeter

9. To qualify for operating in RVSM 
 airspace, which of the following 
 requirements must be met?
 a. Aircraft properly equipped.
 b. Flight crew procedures established 
  and training completed.
 c. Approval by the State of Registry 
  of the Operator obtained.
 d. Check ride successfully 
  completed.

10. For US registered aircraft, on what is 
 LOA recurrent approval based and 
 how often must it be obtained?
 a. 12 months
 b. 24 months
 c. 36 months
 d. Minimum equipment list
 e. Airplane flight manual
 f. Aircraft maintenance records 
  and changes to equipment and 
  operations
 g. Crew training compliance

11. For flight within the US how is RVSM 
 capability indicated on a flight plan 
 and what altitudes should be filed?
 a. /W
 b. /Q
 c. /V
 d. RVSM in remarks section
 e. Odd for eastbound (000-179 
  degrees) starting at FL290
 f. Even for westbound (180-359 
  degrees) starting at FL300
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12. An aircraft is referred to as non-
 RVSM if which of the following 
 conditions exist?
 a. The operator has not been 
  approved to conduct RVSM 
  operations and does not possess 
  a current LOA.
 b. The aircraft has not been approved 
  to conduct RVSM operations.
 c. A required piece of equipment is 
  not working.
 d. ATC radar is inoperative.

13. Which non-RVSM aircraft might ATC 
 possibly accommodate in RVSM 
 airspace and what vertical 
 separation will be applied?
 a. Department of Defense aircraft
 b. Flights for certification and 
  development
 c. Air ambulance flights using a 
  “Lifeguard” call sign
 d. Non-RVSM aircraft climbing or 
  descending through RVSM space
 e. 1,000 feet vertical separation
 f. 2,000 feet vertical separation

14. Non-RVSM aircraft requesting entry 
 into RVSM airspace must do which 
 of the following?
 a. Enter into a Letter of Agreement.
 b. Contact FAA 1-4 hours before 

  flight for conditional approval.
 c. File a flight plan less that 1 hour 
  before departure.
 d. File a NASA form after each flight 
  in RVSM space.

15. How should non-RVSM aircraft 
 identify themselves when contacting 
 ATC and what procedures are 
 required?
 a. On initial call, state N number, 
  “Negative RVSM” and category.
 b. Repeat information in initial call in 
  every subsequent transmission.
 c. Repeat on initial call on any 
  frequency.
 d. Repeat in all requests for flight 
  level changes in RVSM.
 e. Repeat in all read back of 
  clearances in RVSM space.
 f. Repeat in all read back of 
  clearances involving climb or 
  descent through RVSM space.

16. If a required piece of equipment 
 for RVSM flight fails while operating 
 in RVSM airspace, what should 
 occur?
 a. The crew should notify ATC.
 b. Repeat on initial call on all new 
  frequencies until RVSM space is 
  vacated.

 c. Request clearance out of RVSM 
  space.
 d. ATC will provide 2,000 feet of  
  clearance.

ANSWERS

1. c.

2. a.

3. a, b, and c

4. b.

5. all but c, Hawaii

6. A January 20, 2005, implementation  
of RVSM was also planned for b (the 
Caribbean), d (Mexico), h (South 
America) and i (Southern Canada).   
RVSM was previously in effect for all of 
the other regions listed. 

7. b. Altimetry systems are intrinsically  
less accurate at high altitudes and  
airspeeds.  The systems measure 
static air pressure and a change in 
pressure from FL400 to FL4100 is only 
about one fourth (1/4) of the change 

cont. page 42 
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in 1,000 feet of altitude at sea level.  
Also, variations with Mach number 
and altitude may be incurred.  Static 
systems errors are specific to each 
aircraft type.

8. All of the above are required.  Two 
independent altimetry systems must be 
installed in the aircraft and each must 
have items b - f.  Although a standby 
altimeter is not specifically required, 
from a practical perspective, the pilot 
requires one to confirm which of the 
primary altimeters is accurate in case 
of failure.

9. a, b, and c. Not only must the aircraft 
be equipped as required to operate 
within RVSM airspace, the crew must 
have written procedures and complete 
approved training such as that 
available through King Schools or as 
may be available through other training 
and operations facilities.  Approval 
through a Letter of Authorization (LOA) 
is required and is issued by the FAA. 
No check ride is required.

10. b, d, e, f, and g. LOA’s must be 
renewed every 24 months.  Although 
there are no current regulations 
requiring recurrent crew training, the 
local FSDO may require 12 or 24 month 
recurrent training.

11. a, b, e, and f.   RVSM is indicated by 
/W for RVSM capable but not having 
advanced RNAV capability and 
/Q indicates RVSM and advanced 
RNAV capability.  The same “even for 
westbound” and “odd for eastbound” 
rules apply for altitude.

12. a, b, and c.  Although radar coverage 
could possibly impact the availability of 
RVSM airspace, it does not impact the 
designation of an aircraft as non-RVSM.

13. a, b, c, d. and f.  On a workload 
permitting basis, ATC may permit 
a limited number of all of the listed 
non-RVSM aircraft to operate in RVSM 
space.  If an aircraft is in none of 
these categories, its crew may neither 
request nor accept a clearance into 
RVSM space.  2,000 feet of separation 
will be applied.

14. a, b, or c.  Companies of aircraft 
undergoing certification may enter into 
a LOA for repeated flight into RVSM 
airspace with non-RVSM aircraft.  
Aircraft in the permitted categories 
may use either of the two options for 
filing a flight plan.  Filing less than 1 
hour before departure is called “file & 
fly” and may be granted on a workload 
basis with conditional approvals 
having priority over “file & fly”.

15. a, c, d, e, and f.  Although it is not 
required with every transmission, it is 
on most transmissions and it can’t hurt 
to include it.  An example of an initial 
call is “Meridian N12321, Negative 
RVSM, Lifeguard flight”.

16. All of the above.  The crew should 
notify ATC and repeat its non-RVSM 
status on the first call on each new 
frequency.  They should request 
clearance out of RVSM airspace 
unless the operational situation 
dictates otherwise such as when flying 
over a thunderstorm.  ATC will provide 
2,000 feet of separation.
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by Kevin Mead

Malibu Maintenance
Things That Leak

Kevin Mead

Kevin is an IA who has 
specialized in Malibu/
Mirage maintenance for 
most of his 20 plus years 
in general aviation. He is a 
licensed private pilot with 
a multi-engine rating. 
In 1998, Kevin formed his 
own business, Mead Aircraft 
Services, which he runs 
from a small farm in Inman, 
Kansas. He will continue 
to provide support for the 
Malibu/Mirage fleet in  
the U.S. and abroad.

After receiving positive feedback about 
“Things that Crack”, I decided to carry forward 
the theme with an article about another class 
of common and irritating squawks, things that 
leak. I am referring to mechanical problems 
rather than the physiological kind.  I can not 
help you with the latter; on that subject you 
are on your own.  Leaks of the mechanical 
persuasion may be just an annoyance, but 
others are serious.  In this article I will attempt 
to sort out the most common leaks and 
provide you with some suggested remedies. 

Things That Leak Oil and Grease 
The first leak that a pilot might notice during 
the course of a pre-flight (you do a thorough 
pre-flight, right?) is oil dripping from the 
engine breather tube or out of the cowling.  
Note that large quantities of oil streaming 
down one side of the plane or onto the belly 
should be investigated promptly since this 
may be an indication of a turbocharger or 
cylinder failure.  Piston engines may also 
leak oil at the rocker cover gaskets, prop 
shaft seal, push rod tubes, accessories, or 
where the crankcase halves meet. When 
troubleshooting, remember that due to the in-
flight downward cant of the engine, oil leaking 
from the front of the cowling could have 
originated from a leak at the rear of the engine.

Oil leaks are surprisingly common on turbine 
engines as well, often originating at the 
accessory drive seals and prop shaft seal. 

Once you have repaired the engine and stand 
back to admire your nice clean cowlings and 
belly (the airplane’s, not yours), you may 
wonder about that strange stuff oozing from 
your propeller. Props usually leak grease 
from their hubs. Oil leaks are rare. The first 
indication of a leaking prop hub is usually 
splatters of grease on the back side of the 
blades near the hub. Grease coating your 
windshield and cowling is an indication of an 
advanced or severe leak. When investigating 
a suspected prop grease leak, have the 
spinner removed. Substantial amounts of 
grease will usually build up inside. Sending 
the prop to a shop specializing in propellers 
for hub reseal is the only way to fix this 
problem.  If you have a leaking MT 4 blade 
prop, send the beast to an MT authorized 
shop (listed on the MT website) and ask 
to have your hub exchanged for one that 
has been modified to correct the chronic 
grease leaks to which these props are prone. 

Things That Leak Hydraulic Fluid
Landing gear hydraulic fluid leaks are 
easy for owners to see, and relatively easy 
to repair. Although hoses are usually the 
culprits, actuators can also leak.  I would like 
to specifically mention leaks in the vicinity of 
the nose gear. The nose gear sequence valve, 
landing gear actuator, hoses and strut can all 
leak. These leaks are usually easy to fix by 
simply replacing o-rings or hoses. The main 
gear seems less prone to leakage than the 
nose gear but the fixes are generally the same. 

The Parker and Frisbee brand power packs 
used on the later Malibu, Mirage, and 
Meridian rarely leak hydraulic fluid. The early 
Malibu Gar Kenyon power pack reservoir 
is more prone to leak but can be resealed 
with the world’s most expensive o-rings. 

Brake master  cy l inders  and whee l 
cylinders leak frequently. Both can be 
easily and inexpensively rebuilt. Piper 
sells a master cylinder repair kit for the 
Parker system, and parts are available 
for the Gar Kenyon. Unfortunately, some 
shops refuse to rebuild either and will 
require the installation of a new cylinder. 
    

Things That Leak Fuel
Fuel leaks can be visible and pesky. Fuel can 
drip out of your plane at any number of locations 
including the fuel caps, drain valves, wing 
panels, header tanks, hoses, or fuel pumps. 

Fuel streaming out of your fuel caps 
can usually be fixed by either adding or 
removing shims or replacing gaskets, but 
be aware that this condition will likely recur 
as the seals deteriorate, or for no apparent 
reason at all.  On rare occasions, I have 
even seen fuel leak out of fuel cap locks. 
These can be sealed with fuel tank sealant.  
Meridian fuel caps can crack and leak 
but can be repaired by the manufacturer.

Leaky, drippy fuel drains can sometimes be 
fixed by blowing compressed air through 
the drain valve, dislodging whatever is 
preventing their sealing. If this does not do 
the trick, the drain valve can be removed, 
cleaned and reassembled using new o-rings. 

Drippy wing fuel panels or panel screws can 
be resealed with fuel tank sealant. This is 
guaranteed to aggravate the next mechanic 
who needs to remove the panel, but nothing 
I have found seals the panels more reliably. 



Spring 2005 45 M•MOPA

Leaking fuel header tanks are more problematic, 
requiring a labor-intensive repair. Some 
companies repair these, but sometimes a tank 
is simply beyond repair and must be replaced. 

Things That Leak Air
If your passengers are complaining of a high 
pitched squeal, you either have my kids on 
board or you have a cabin pressurization 
leak. The cabin door seal, emergency exit 
seal, outflow and safety valves, belly drain 
valves, pilot’s storm window, and antenna 
attach points are the most common culprits. 
Eliminating air leaks at the various seals 
usually involves adding silicone.  In the case 
of the cabin door seal, more is often required, 
such as reinforcing the seal where the upper 
and lower doors meet.  Only after repeated 
tinkering and resealing, or with severe 
tears, does the cabin door seal need to be 
replaced. When the time comes to replace 
the seal make sure to have the work done by 
someone experienced with the installation.  
I have seen many seals installed incorrectly 
(or even backward), with the result that the 
holes that are supposed to allow the seal 
to inflate are blocked. These improperly 
installed seals will never function right and 
will be noisy until replaced or repositioned. 

Leaking antennae, if on older installations, 
should be removed to check for underlying 
corrosion. Clean and treat the area and 
reseal the antenna. Leaking valves usually 
just require cleaning. The thing to remember 
with all the cabin pressurization leaks I 
have described is that they can only be 
fixed temporarily. The parts involved are 
subject to repeated movement and huge 
temperature variations. New leaks will always 
be developing and old ones will recur.

Pneumatic equipment is another frequent 
source of air leaks. Pneumatic deice boots 
can develop holes. Deice control, sequence 
or check valves can fail to hold pressure, 
and hose fittings can leak. All can lead to 
inadequate boot inflation. The boots can 
be patched, the valves can be rebuilt or 
replaced, and fittings can be tightened. But 
be aware that, like cabin pressurization leaks, 
pneumatic leaks will always be with you.

Air leaks in the engine compartment usually 
involve the induction or exhaust systems. 
At least at every annual, those of you 
with a piston engine should make sure 
these systems are pressurized and leak 

checked. Replacing gaskets and seals or 
tightening clamps can usually correct leaks.  

The last air leak I will mention falls into the 
annoyance category. Over time, the seat 
back support cylinders and the cabin and 
nose baggage door struts can lose their 
ability to lend support to original design 
specs.  Permanently reclined seatbacks 
are uncomfortable for passengers, and 

replacing the cylinders can be expensive. An 
improperly supported cabin or nose baggage 
door can be more serious. Just ask anyone 
whose head has come into contact with one.

Leaks are here to stay.  The only option 
is to stay on top of them as best you 
can, and repair and replace parts as 
necessary.  And keep a good supply of 
TravelJohn “convenience bags” on board.  





For the most current information 
on our aircraft inventory please 
call 303-799-9999. We typically 
have several quality used and 

new Piper aircraft.
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by Lester Kyle

Mountain Waves

There are garden-variety mountain waves, but 
then there are mountain waves that deserve 
special attention. I have accumulated over 
17,000 hours in more than thirty-five years, 
and in any given year I cross the United 
States coast to coast ten times or more. Like 
most Malibu pilots, I encounter ice, routinely 
circumnavigate massive thunderstorms, 
and suffer through turbulence that lasts 
too long for comfort. Yet even with this 
variety of experiences, my first encounter 
with a truly memorable mountain wave 
happened only a few years ago, after 
about 32 years of flying, on a trip between 
Dallas, Texas and Van Nuys, California. 

Shortly before that event, I experienced the 
garden variety kind of wave, which served as 
kind of a warm up. One fine clear day, I was 
riding shotgun with Dave McVinnie, who is 
now one of my associate instructors working 
out of Albuquerque (ABQ). As we tooled 
along, the autopilot began to trim up and the 
airspeed began to decrease at a good clip. 
We watched carefully, but let the autopilot 
respond. As this was just a small wave, the 
airspeed fell to about 90 KIAS before reversing 
direction and increasing quickly to 170KIAS 
before returning to normal cruise speeds. 

The remainder of the flight was uneventful. 

The mountain wave I encountered on April 
29, 2004, was less cooperative. Again riding 
shotgun with new mirage owner Dan Rawitch, 
we left Las Vegas, Nevada, the preceding day 
on a flight to Dallas, Texas, with plans to return 
to Van Nuys, California. The weather was 
grim, and we made a few deviations for some 
cumulonimbus. With stiff winds and more 
deviations, this 4.5 hour flight was turning into 
an endurance marathon as we approached 
Phoenix. About 40 minutes east of PHX the 
turbulence became continuous moderate. 
Suddenly, the autopilot began to trim up, 
and our airspeed began to decrease rapidly, 
soon approaching stall speed. Since stalling 
is not a good idea, I disengaged the autopilot 
and advised ATC that we would not be able 
to maintain altitude. We were at 16000 feet, 
and they immediately cleared us to 14000, a 
nice thought but we really had no idea where 
we would be able to level off. We pushed the 
nose down and lost 1800 feet before we were 
comfortable with the safer airspeed of 120 
KIAS. Large up and down drafts continued 
for many miles thereafter. Finally after passing 
Phoenix we bit the bullet and climbed back up 
to FL220, accepting a blazing ground speed 

of 122 KTS. Now you know why we were at 
16,000. I generally do not fly low, but our 
groundspeed at 16000 was 155 KTS, more 
than 30 knots better than higher. But higher 
was smoother, so we made that compromise. 

Should we have anticipated the mountain 
waves? There were indeed good clues. 
Surface winds along the route were gusting 
20 to 40 KTS. Strong winds over any peaks 
higher than 4000 feet will likely produce 
noticeable waves, often well up into the 
flight levels. I know that many Malibu pilots 
who fly to the west coast routinely encounter 
mountain waves, and many have experienced 
downdrafts like the one I described. They 
are in fact relatively common. But apparently 
not all PA-46 drivers are familiar with the 
phenomenon. Awhile back I read on the 
MMOPA website a message describing 
how one of our pilots had encountered a 
mountain wave over the Appalachians without 
understanding the event. Hopefully this will 
help increase awareness just a bit. Avoid 
stalling and communicate with ATC when you 
have to sacrifice altitude, or accept an increase 
in altitude, to maintain a safe airspeed. 
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by Russ Caauwe

Notes From M•MOPA Headquarters 

Russ Caauwe

Executive Director

Russ has been crazy about 
airplanes all of his life. He 
obtained his license in Norfolk, 
Nebraska, at the age of 17. 
Entering the Air Force at 19,  
Russ served two years as an 
airborne radar mechanic. In 
1950, he was accepted for pilot 
training, and after graduation, 
was commissioned as a 2nd Lt. 
and pilot. Russ served in the  
82nd Fighter Squadron, flying 
F-94’s and F-89’s, in Iceland,  
where he met his wife Bjorg (Bea). 

After completing his tour with the 
76th Fighter Squadron in Presque 
Isle, Maine, Russ pursued various 
business interests, including life 
as a Customer Engineer for IBM; 
later as President of his own data 
processing company; and finally, 
as a corporate pilot, from which 
he retired in 1997, having enjoyed 
over 3,500 hours flying a 1984 
Malibu, and a 1989 Mirage.

New Members 
 Randolph Bonnist
 N343RR
 Key Largo, FL

Randy has over 2000 hours and has a JetProp.  
He is a publisher of Art.  He holds a Private 
license with MEI rating.

 
 Tom Thomason
 N463WB
 Santa Fe, NM

Tom has over 2900 hours and holds ATP, SEL, 
MEL and SES ratings.  He has a Mirage.

 John LaBonte
 N113BP
 Rice Lake, WI 

John owns Big Bike Parts, Inc.  He has a Mirage 
and holds an Instrument rating.  He has over 
545 hours.

 Scott Hayden
 N666AS
 Cheyenne, WY

Scott owns a Mirage.  He has over 1200 hours 
and holds a Private License with Instrument 
and Multi ratings.

 Mel Stevenson
 N41799
 Irving, TX

Mel has over 850 hours and has a Mirage.  He 
holds ASEL and an Instrument rating.

 Robert Holman
 N234Z
 Bradenton, FL

Robert has a new Meridian, and has over 600 
hours.  He holds a Commercial license with 
Instrument, Multi and ASEL/S ratings.

 Dr. Mark Thebaut
 Duluth, GA

Dr Thebaut is in the process of purchasing a 
Meridian.  He holds a Private license with an 
Instrument rating.  He has over 2000 hours.

 

 Thomas West
 Williamsburg, VA

Thomas is a Business Owner.  He has over 2500 
hours and holds Multi and Instrument ratings.

 Jim Warren
 Scottsdale, AZ

No information available.

 John Obradovich
 N77NH
 La Quinta, CA

John has a Malibu and has over 4350 hours.  He 
olds SEL and IFR ratings.  

 Larry Carter
 N60PB
 Sacramento, CA

Larry has over 700 hours.  He holds a Private 
license with Multi and Instrument ratings.  He 
has a Mirage.

 
 Craig Clifford
 N646CA
 Spokane, WA

Craig is a Real Estate Investor.  He has over 2200 
hours and holds a Private license with Multi 
and Instrument ratings.

 Marvin Hoiseth
 N46TD
 Encinitas, CA

Marvin’s company is Home Builders Marketing 
Services.  He has a Mirage and has over 2700 
hours.  He holds a Private license and has an 
instrument rating.

 Joe Casey
 N9176G
 Jacksonville, TX

Joe has over 5300 hours and holds ATP-ME, 
Comm-SE/Rotocraft-Helicopter, Instrument 
Airplane, and Rotocraft ratings.  He is a CFI, CFII, 
and MEI.  He has a Malibu.

 Norman Smith
 N9160Z
 Lake Forest, CA

Norman has a Mirage.  He attended our 
convention this year and has decided to join!
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 Dirk Mollenhauer
 N234DZ
 Essen, Germany

Dirk has a Mirage and holds PPL-A, IFR, and 
PPL-E ratings.  He has over 600 hours.

 Steven Jensen
 N46CR
 Boerne, TX

Steven has a Mirage and holds a Private license 
with an Instrument rating.  He is retired.  

 Clayton Christian
 N9944S
 Missoula, MT

Clayton has over 1000 hours and has a Mirage.  
His company is Montana Holdings, Inc.  He has 
a Private license with an instrument rating.

 Ralph Ragland
 N53516
 League City, TX

Ralph has a Meridian.  He has over 5000 hours 
and holds ASEL, ASES, AMEL, Commercial, 
Instrument Airplane, Glider, Rotocraft, Type 
L-29, CFI-IA and MEI ratings.

 Clem Saalfeld
 Cincinnati, OH

Clem has a Cessna T210 currently.  He has over 
4300 hours and holds ASMEL rating.

 Michael Nestico
 N4167C
 Sparta, NJ

Michael has recently bought a JetProp, so he is 
rejoining us after a 2 year hiatus.  He has over 
1500 hours and is instrument rated.

 Jon Cabot
 Waterford, MI

John has an instrument rating and has over 
2500 hours.

 Jeffery Witter
 N350AR
 Cedar Rapids, IA

Jeffery is a builder/developer.  He has a 
Mirage and has over 1200 hours.  He holds an 
Instrument rating.

 Vernon Randel
 Erie, CO

Vernon has over 1100 hours and holds a 
Private license with an Instrument rating.

cont. page 60
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AIRCRAFT TRAINING SERVICES, LLC.

Tom Deutsch Certified Flight Instructor since 1972 (32 years)
Owner/Instructor Over 16 years flying and teaching in PA-46 s

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

MALIBU, MIRAGE & MERIDAN
TRAINING

Insurance Approved

INITIAL & REFRESHER COURSES 

(913) 441-7820 
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CONTINUED FROM PAGE 53 
NOTES FROM M•MOPA HEADQUARTERS

 William Sport
 N68BS
 Miami, FL

William is a Real Estate Investor.  He has over 
14,500 hours and holds an ATP rating. He has 
a JetProp.

 Kenneth Kemna
 N455LG
 Spirit Lake, IA

Kenneth has a Meridian.  He has over 300 
hours and holds a Private license with SEL and 
Instrument ratings.

 Clifford Skiles, Jr.
 N297C
 Hereford, TX

Livestock Health Products-Texas Inc. lists the 
pilot as Louie Hilliard.  He has over 3000 hours.

 Phillip Greenspun
 Cambridge, MA

Phillip’s co-pilot is Brad Pretzer.  He has over 
950 hours and holds the following ratings: 
Comm MEL SES Instrument Airplane PVT 
Helicopter.

 Mark Schroeder
 Spring Lake, MI

Mark has a Private license and an Instrument 
rating.  He has over 1700 hours.

 Mark Holt
 N250BT
 Mason City, IA

Mark has over 2200 hours and holds a 
Commercial license with Instrument and multi 
ratings.

 Roland Clark
 San Clemente, CA

Roland is looking a moving up to a Malibu.  
He has over 550 hours and holds SEL and 
Instrument ratings.

 
 John Hunt
 Tallahassee, FL

John is VP Aircraft Sales for SouthEast Piper in 
Tallahassee.  He holds a Commercial license 
with ASMEL and Instrument ratings.

 Richard Peavley
 Vero Beach, FL

Richard’s company is Vero Beach Avionics, Inc.

 
 Alfred Donellan
 N242RR
 White Plains, NY

Alfred has a Mirage.  He received his 6 month 
free membership from Columbia Aviation 
Sales.

 Dean Andersen
 N6913T
 Greeley, CO

Dean’s company is Andersens Sales & Salvage 
Inc.  He has a Malibu and has over 800 hours.  
He holds a Private license with an Instrument 
rating.

 Spencer Crispin
 Gainesville, FL

Spencer has over 4300 hours.  He holds a 
Private license with SEL SES and Instrument 
ratings.  His company is Veterinary 
Radiographic Systems, Inc.

 David Mallory
 Ft. Lauderdale, FL

David’s company is Corporate AirSearch 
International, Inc.

 
 Juris Bunkis
 N561C
 Rancho Santa Margarita, CA

Juris is a Plastic Surgeon.  He has a Mirage.  He 
has over 930 hours and holds a Commercial 
license with an Instrument rating.

 Max Gysin
 N203CA
 Vero Beach, CA

Max has a Mirage.  He has over 600 hours and 
holds a Private license with an Instrument 
rating.

 Steve Urry
 N504SR
 Salt Lake City, UT

Steve has a new Meridian.  He is Multi Engine, 
Instrument rated and has over 1200 hours.

 Steve Scaroni
 Heber, CA

No information available.
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1995 Socata TBM700A
S/N 107 w/2020 hrs. TTSN. Equipped with  

2-tube EFIS, KMD-850 Multi-function display 

with enhanced ground proximity warning 

equipment, BFG Skywatch, WX-1000 storm-

scope, and King KLN-90B GPS. The paint and  

interior were completed in 2002 and the  

aircraft has no damage history. The annual  

inspection was complied with April 2004. “0” 

since hot section, SB-14261 complied April 

2004. Aircraft is located in Sanford, Florida. Ask-

ing price has been reduced from $1,850,000 to 

$1,695,000. Visit our website www.caijets.com 

to view specs and pictures.       

J.P. Hanley, Corporate AirSearch Int’l  

954-491-0225 or email jp@caijets.com

Special Purchase Composite  
3-bladed Mirage Propellers 
Hartzell is offering factory overhauled  

3-blade composite propellers for a special  

price of $13,500 ... an $8,400 savings off of  

the $21,900 list price. These used composite  

3-bladed Mirage propellers were removed 

from aircraft converted by JetProp LLC to their 

new DLX This special Top Prop kit includes the 

0 TSO propeller, new de-ice kit, used spinner, 

STC paperwork and a 1 year/1000 hour  

warranty. Availability is on a first come, first 

served basis. Call 800-942-7767 or email 

topprop@hartzellprop.com.

 FLORIDA Spruce Creek Fly-In
America’s Premier #1 Fly-In and Country 

Club Gated Community with it’s own Airport. 

4,000' paved lighted, east/west runway, paved 

taxiways, fuel. Featuring hangar homes, golf 

course homes, nature homes, and condo-

miniums. 15 minutes from Daytona Beach 

International Airport and the Atlantic  

Ocean. Contact Spruce Creek Fly-In Realty  

for information on all properties and prices, 

new or resale. Website: www.fly-in.com

Lenny Ohlsson, Broker

email: sales@fly-in.com 

800-932-4437 or Evening 386-761-8804

GPS MANUAL 

Pilot Friendly GPS MANUALS from ZD 

Publishing, Inc. These task-oriented manuals 

lead you step-by-step through all the 

operations. Includes descriptions of all pages. 

Valuable take-along aids for the cockpit. Our 

library includes: Garmin’s GPSmap 296, 196, 

and 295, GNS 430 and 530, Bendix’King’s KLN 

89B/KLN 94, 90B, and 900. IFR models $39.95. 

Hand helds $34.95. Add $6.00 for S&H. Other 

than U.S. add $6 more. ZD Publishing, Inc., PO 

Box 3487, Wichita, KS 67201, 888-310-3134. 

www.zdpublishing.com

2002 Socata TBM700B
S/N 234 with 298 hrs total time since new.  

Like new in and Out! Equipped with the  

desired optional pilot access door ($50,000) 

and is fully loaded including dual GNS-530’s, 

KMD-850 MFD with EPWS, Nexrad Radar, BF 

Skywatch TCAD, and radar. Warranty valid 

through July 2004. Why spend hundreds of 

thousands more on a new aircraft when you 

can buy S/N 234 for $2,295,000? Visit our  

website at www.caijets.com to view specs  

and pictures.

J.P. Hanley, Corporate AirSearch Int’l  

954-491-0225 or email jp@caijets.com

M•MOPA Classifieds

mailto:jp@caijets.com
http://www.fly-in.com
 http://www.zdpublishing.com 
mailto:jp@caijets.com
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CONTINUED FROM PAGE 15 
NOTES FROM TBM700 INSIGHTS

BRIEFING ITEMS
Initial Introduction
PTs should have a clear understanding of the 
Pilot-in-Command concept and how command 
is transferred. This should include a detailed 
pre-takeoff briefing procedure and format.

Single-pilot Resource Management (SRM)
• Checklist procedures
• Avionics systems to be used during 

the flight
• Radio procedures
• Operating procedures

Safety
The following safety items should be 
briefed to all PTs:
• Traffic and mid-air collision avoidance 

procedures
• Taxi procedures
• Runway Incursion procedures

DESIRED PT SCENARIO OUTCOME
The object of scenario-based training is a 
change in the thought process, habits, and 
behaviors of the PT during the planning and 
execution of the scenario. Since training is 
“student-centered”, the success of the training 
is measured in the following PT performances 

at  the complet ion of  the scenar io:

Describe: the PT will be able to describe 
the physical characteristics and cognitive 
elements of the scenario act iv i t ies.

Explain: the PT will be able to explain 
the scenario activity and understand the 
underlying concepts, principles, and 
procedures that comprise the activity.

Practice: the PT will be able to practice 
the scenario activity with little input from 
the instructor. The PT with coaching 
and/or assistance from the instructor 
wil l quickly correct minor deviations 
and errors identified by the instructor.

Perform: the PT will be able to perform 
the activity without assistance from the 
instructor. Errors and deviations will be 
quickly identified and corrected by the PT. 
At no time will the successful completion 
of the activity be in doubt. “Perform” will be 
used to signify that the PT is satisfactorily 
demonstrating proficiency in traditional 
piloting and systems operation skills.

Manage/Decide: the PT will be able to correctly 

gather the most important data, identify 
possible courses of action, evaluate the risk 
inherent in each course of action, and make the 
appropriate decision. “Manage/Decide” will 
be used to signify that the PT is satisfactorily 
demonstrating acceptable SRM skills.

You will notice that not only do we have 
a different way to teach; we also have a 
different way to evaluate and grade progress. 
Each item to be covered in this first scenario 
will have a desired outcome from the above 
list. Usually on the first training flight as 
an example, most items will be graded to 
the “Describe, Explain or Practice” level. 
By the completion of training however, 
all items required by the specific syllabus 
should be accomplished to the “Perform or 
Manage/Decide” level. And do not forget, we 
should be increasing our skills in Decision 
Making, Risk Management and Single-pilot 
Resource Management whenever we train.

When thinking about training, whether it 
is new airplane transition training or your 
annual recurrent training, be sure that your 
training provider uses a Scenario-based 
syllabus incorporating the latest in FITS.



Training Update ... 

Aircraft Training Services, LLC. 
Shawnee, Kansas 
(913) 441-7820

Initial & Refresher Courses

Aviation Training Management 
Vero Beach, Florida 
(772) 778-7815

Initial & Refresher by Appointment

Eclipse International, Inc. 
St.Petersburg, Florida 
(727) 822-1611

Initial & Refresher with Mary Bryant at 
St. Petersburg or Customer’s Location

FlightSafety International 
Lakeland, Florida 
1-800-726-5037

Initial & Recurrent Training

The following facilities offer initial and/or recurrent training for the Malibu•Mirage.
This list does not constitute an endorsement of any of the trainers listed below.

Helpline ...

620-728-8634

Lester Kyle’s Aircraft Training 
Vero Beach, Florida 
(772) 562-5438

Initial & Recurrent Training

Mariani Aviation Services 
Vero Beach, Florida 
(772) 567-8666 or (772) 713-4368

Initial & Refresher Training with 
John Mariani at any location

Roger Aviation Company 
Eden Prairie, Minnesota 
1-888-943-2837

Initial & Recurrent Training

Events Calendar ... 

15th Annual Convention
September 14-18, 2005
Groton, CT

DATE LOCATION AIRPORT FBO HOST

Apr.15-17, 2005 Rock Hill, SC Rock Hill/York County SkyTech, Inc. SkyTech, Inc.
  Bryant Field Airport (UZA)

May13-15, 2005 Denver (Englewood) CO Centennial Airport (APA) Denver Jet Ctr. Aviation Sales

Aug. 19-21, 2005 Coeur d’Alene, ID Coeur d’Alene Air Resort Aviation Jet Prop/Rocket
  Terminal A/P (COE) Services, Inc. Engineering

Oct. 7-9, 2005 Olathe (Kansas Johnson Co. Executive Kansas City Kansas City
 City, KS) Airport (OJC) Aviation Center, Inc. Aviation Center, Inc.

RWR Pilot Training 
Baltimore, Maryland 
1-866-870-8196

Initial & Recurrent NT Training Any Location

SimCom Training Centers 
Vero Beach, Florida 
1-800-272-0211

Initial & Refresher by Appointment

MMS & TF TRAINING SEMINARS






