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by Jeff Schweitzer

Letter from the Editor

cont. page 8 

Adventure Travel: Part II
We complete our editorial experiment 
in this issue by bringing you the 
second and last installment of Malibus 
Around the Horn by Robert Mills. 
To date the concept of a two-part 
article has elicited only favorable 
comments. The absence of any 
malicious postings is a clear sign 
this experiment was either successful 
or completely ignored. We hereby 
oblige all of you who were quivering 
with antici…pation. I ruin no surprises by 
noting that Robert and his wife returned safely 
to the United States, since many of you saw 
them in Groton, but their trip home was not 
without some truly life-threatening encounters. 
Weather, insects, snakes, and threats of 
the two-legged kind all conspired to make 
the trip “interesting” as in the old Chinese 
curse, “may you live in interesting times.” 
This trip is the very definition of adventure.

Growing Again
Speaking of adventure travel, we are proud to 
introduce with this issue a new column to the 
magazine. I have asked Thierry Pouille of Air 
Journey, Inc. to contribute to the cause, and 
he has graciously accepted the assignment. 
In each issue, we will henceforth feature 
an exciting destination to which MMOPA 
members can fly for fun and excitement. 
While many members own and operate a 
PA46 for business, all of us enjoy taking 
advantage of our skills and machines to 
explore where others can not. This column 
is meant to be pure entertainment. Enjoy. I 
hope we inspire you to take trips that you 
might not otherwise have contemplated.

Uphill Both Ways
When I was a kid we walked barefoot in the 
snow uphill both directions to school and 
back. Well, not really, but I recently had 
the equivalent experience. On October 10, 
2005, my wife and I flew from Austin, Texas 
to Carlsbad, California. On that particular 
day, I had the pleasure of enduring a 95 knot 
headwind for the entire duration of the 1000 
mile trip. I know that precisely because the 
Shadin engine monitoring system has digital 
winds aloft readouts. I was on a heading of 271 
degrees, and the winds were 271 degrees. Not 
even one miserable degree off my nose, I had 
the full brunt of those brutal winds. Going lower 
offered no refuge. At least I would be fortunate 
enough to enjoy a strong tailwind on the way 
home in just four days. Alas, no. The weather 
pattern did not hold, and on October 14, flying 
east from Carlsbad back to Austin, I had the 
renewed pleasure of another headwind, this 
time blowing 50 knots, 10 degrees off my 
snout. Here is what I consider odd about 

this encounter, beyond the strong headwind 
while traveling east. I have never experienced 
a tail wind, of any velocity, going both east 
and west on any given journey. Not one time 
in nearly 3000 hours of flight. Never. But a 
quick review of my logbook reveals that this 
is the fifth time I have had headwinds in both 
directions flying between Texas and California. 
Some day I would like to meet the pilot who 
has flown the inverse of my itineraries. He 
will be that pilot who has a tailwind no matter 
where or when he flies. I know such a pilot 
exists, and I am anxious for the day we cross 
paths. I just want to touch his logbook, hoping 
the magic will wear off. Please, just a little?

So Close…
Speaking of headwinds, on a recent trip from 
Austin to Atlanta I had a 35 knot tailwind 
going and a 102 knot headwind returning 
two days later. I mention this not to complain 
even more, which of course I am doing, but to 
discuss fuel management. I had no help at any 
altitude so I was stuck with the ground speed 
of a 172. About two hours into the trip my fuel 
calculations put me in Austin right at the edge 
of my one hour reserve. If the winds picked 
up at all, which they were forecast to do, I 
would have to stop short of my goal. Picked 
up they did the winds, so I wound up landing 
at College Station, just 70 miles shy of Austin. 
Now, the weather was severe clear, and I could 
have landed at Austin with a solid 30 minute 
reserve. That was so very tempting to the point 
I even considered the option momentarily 
before slapping myself silly. Landing for fuel so 
close to my destination after a 700 mile trip was 
simply painful, but I believe the right course of 
action. All in all the diversion probably cost me 
one hour at most. My thinking is that if I view 
my one hour reserve as an absolute never to 
be violated I will never run out of fuel. Other 
pilots would have flown on to Austin, and for 
them that decision would have been the right 
one. Call me chicken, and one hour late.
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Letter From the Editor
(continued)

Earth’s Circumference
The distance around the earth at the equator is 
approximately 24,902 miles. I provide that tidbit 
of trivia because in the first five weeks of owning 
my JetProp I flew over 26,000 miles. In spite of 
relentless headwinds from every point on the 
compass, to beat a dead horse, the airplane 
flew me and my wife more than once around 
the world without even a hiccup, without one 
little squawk raising a peep. Coming from the 
piston world, I find that amazing, something 
to relish. Since I am always whining about 
my horrible fate with mechanical failures, I 
thought I would bring you these good tidings 
for a refreshing break. The PT6A is truly an 
amazing machine. However, admitting to 
that bit of good news was painful, so I will 
now return to my incessant complaining.

IFR Yes, No, Yes
On a day that was ostensibly sunny, I was to 
meet a friend to take him from my home base 
in Austin, Texas to Denton (KDTO), near Dallas, 
so he could pick up his airplane just out of 
annual. The drive to the airport was indeed 
under a clear morning sun. Oddly, though, 

as I approached the last intersection before 
reaching the airport, the weather suddenly 
went down to almost zero-zero pea soup fog. 
You could almost stand with one arm out in 
the clear and one buried in the soup. The 
airport was socked in. Fortunately, by the time 
I prepped the airplane and filed my flight plan, 
the weather improved just enough to depart. 
Climbing quickly above the fog, we were soon 
in clear calm skies. As we drew near to Denton 
the controller asked if I wanted the ILS 17 or 
the visual approach, which I thought was odd 
because from my perch the weather looked 
CAVU. The ASOS at the airport confirmed 
my eyeballs with a report of clear skies and 
10 mile visibility. I replied with a request for 
the visual, not wanting to waste time being 
set up for the ILS for no reason. Abeam the 
airport about 7 miles out, I reported the field 
in sight, noting to myself that the view to my 
right was not quite as clear as the picture 
straight ahead. I was cleared for the visual 
approach, and told to contact the tower. As 
I turned right toward the field into the sun, 
my perception about the day’s atmospheric 
clarity abruptly changed: I could see nothing. 
Zip, zero, nada. The haze and angle of the 

sun obliterated any forward visibility. For the 
briefest of moments, I considered gutting it 
out and trying to reacquire the airport visually. 
Nah, bad idea. I went back to Center, fessed 
up that I lost the field, and said that I would 
be needing that good ol’ ILS after all. The 
controller, who did not miss a beat, gave me a 
vector and set me up to intersect the localizer. 
He had me intercept about 300 feet high, 
but hey, I’ll take it under the circumstances. 
I only saw the runway about ¼ mile from the 
threshold, making it obvious that I never would 
have made the field without the instrument 
approach. This day of weird atmospherics 
offered me a reminder of why flying is so 
much fun: even the most routine flight is 
unpredictable, forcing us to stay on our toes 
with interesting challenges. These unexpected 
events keep us alert, but are minor enough 
not to be a threat to safety, assuming we are 
current in our training. Every flight is different, 
and therein lies a big part of aviation’s allure. 

Please, I  beg you; stop me before I 
philosophize again.
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The View from Vero Beach
Piper … and the Future
by James K. Bass

Piper Perspective:

President and CEO
The New Piper Aircraft, Inc.

James K Bass

As many of you know, I came on board here 
at Piper in September, and I can tell you that 
my feet hit the ground running. From the time 
I arrived, I’ve been asked repeatedly what 
the future holds for Piper and what I bring 
to the table to make that future a bright one. 

Right off, I can tell you that Piper’s rich heritage 
and reputation for developing and building 
products and features our customers want and 
need were prime elements in my decision to 
join the company, and I see those elements 
as key to Piper’s future. In effect, my vision for 
Piper’s future is one that will underscore its rich 
history and status as an iconic brand. My top 
priorities are commitment to the Piper team, 
customer support and satisfaction, product 
excellence and focused growth in revenue 
and market share. Overall, our company goals 
are to grow, develop and expand Piper in 
such a way that is best for our customers, our 
employees, our shareholders and our business.

How will we do that? We’ll do it by continuing 
to improve and strengthen our customer 
relationships, especially with groups like 
MMOPA, which have played such an important 
role in Piper’s history and growth. And 
we’ll do it by working closely with our 
dealers and continuing to be the premier 
provider of aircraft in general aviation. The 
Piper Team is known for its dedication 
and commitment, and we are poised and 
eager to meet the challenges ahead of us.

We’ll also accomplish those goals by 
dedicating research and development efforts 
to new technologies, building stronger skill 
sets within the company and strengthening 
our depth of field. For example, we’ve already 
brought on a couple of top people while 
promoting and underscoring our strengths 
internally. Our most recent example is Kevin 
Gould, who joined Piper as Vice President 

of Manufacturing & Supply Chain reporting 
to me, with responsibility for, among other 
things, our manufacturing, purchasing and 
industrial engineering efforts. A licensed 
private pilot who has a law degree from 
the University of Southern California as 
well as an MBA from the Harvard Business 
School, Kevin gained extensive experience in 
manufacturing and management at Boeing, 
Hewlett-Packard and most recently as Senior 
Vice President, Operations, at Adam Aircraft.
It’s people like Kevin and the many other 
talented individuals on the Piper team that will 
make our future bright. They speak directly 
to my belief in consensus management and 
the concept that the more perspective you 
have on a situation, the better the result. 
That’s why it’s important to have a team of 
bright, dedicated people that you listen to 
carefully. Then, you make it easy for them to 
operate to the full extent of their capabilities.
As for me, I’ve been working in manufacturing 
and engineering for almost 30 years. I am an 
engineer by education and a team player by 
inclination and experience. I’ve worked for 
General Electric and the Sony Corporation in 
various senior engineering and management 
positions and came to Piper most recently, 
from Suntron Corporation, a Phoenix, Ariz., 
based $500 million public corporation 
where I served as President and CEO.

Virtually all of my experience is geared 
towards aerospace and avionics in one form 
or another, and I adhere to a strong dedication 
to hands-on management. When I’m at Piper 
headquarters in Vero Beach, I begin virtually 
every day on the manufacturing floor. My 
style is to be visible and part of the operation.

As for Piper itself, we are focused on coming 
back strong in the wake of the hurricanes of last 
year and the year before. The most important 
priority for me is to have a clean and safe work 
environment, and we’ve been putting that into 
effect as we continue to expand our production 
capabilities and enhance our products. 
We’ve really improved our work environment 
and our facilities, and we are growing. 

In the next year or two my emphasis will be 
on three constituent groups: employees, 
customers and shareholders. It’s important 
for us to build a very positive, very favorable 
relationship with those constituents by 
delivering to them the kind of things they need 
and require to be successful and prosper. 

At the same time, we continue to be focused 
on improving our aircraft and bringing new 
products and product enhancements to 
market with increasing regularity. We have, 
for example, been committed during the past 
few years to a far-reaching and ambitious 
product program to introduce advanced 
glass cockpit technology throughout our 
model line. In doing so, we have become 
the only general aviation company to extend 
advanced glass avionics from piston-engine 
singles to our flagship turbine-powered 
Piper Meridian and dual turbocharged Piper 
Mirage. Moreover, with the introduction of 
the Avidyne Entegra system in the Seneca V 
late last year, we set a new standard for our 
flagship twin-engine aircraft by providing an 
integrated flight deck as standard equipment 
and the first multi-engine version of Avidyne’s 
EMax™ electronic Engine Instrumentation.

Prior to the Seneca V introduction of the 
Entegra system, we launched the Entegra 
in every other segment of our model line, 
beginning in January 2004 with the PA-32 
family of aircraft, including the Saratoga II 
HP, the Saratoga II TC, the Piper 6X and the 
Piper 6XT, which sported the advanced, glass 
cockpit-technology as optional equipment. At 
that time, our introduction made those models 
the only six-place aircraft on the market to carry 
Avidyne’s state-of-the-art avionics system.

We followed quickly with an announcement 
at EAA AirVenture in July 2004 that the 
Entegra system would be offered as optional 
equipment on all of our entry-level aircraft. 
With the addition of the PA-28 family of aircraft, 
including the Warrior III, Archer III and Arrow, 
Piper’s deployment of the Entegra system 
became the most extensive application of 
advanced glass avionics in general aviation.

Then, in April of last year, we made the Meridian 
announcement, and in so doing added the 
Entegra system as standard equipment on 
our flagship turbo-prop. Moreover, we further 
advanced the cause later that year by offering 
CMax Electronic Approach Chart display and 
Avidyne’s fully integrated MultiLink™ services, 
featuring XM WX satellite weather capabilities, 
text messaging and flight tracking, all as part of 
our optional equipment package offered on all 
Piper entry level and mid-range aircraft. Those 
powerful additional tools enabled the PA-28 
and PA-32 family of aircraft to join the Meridian 
in offering those state-of-the-art capabilities. 
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It is programs like that, coupled with our 
commitment to bringing innovations and new 
product programs to market … as well as 
making sure our team has the tools and skills to 
ensure that we are at the cutting edge of product 
development and customer relations … that will 
be the mark of Piper Aircraft. We are dedicated 
and passionate about what we do and what 
we stand for, and we know that our customers 
– our extended family – are as passionate and 
loyal to the Piper name as we are to preserving 
and advancing it. That is the future of Piper, a 
future full of opportunities and milestones yet 
to come, and I look forward to meeting each of 
you as we reach for those accomplishments. 
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Jim Yankaskas

by Jim Yankaskas

Note from the President

It is a pleasure to compose my first quarterly 
report as MMOPA president. I feel honored to 
have this office, and look forward to serving 
you and the organization, and to improving 
MMOPA’s activities and member benefits. My 
predecessors have led us well and MMOPA is 
in excellent condition. We have grown steadily 
and now exceed 700 members. MMOPA is in 
sound financial condition. Our PA-46 fleet of 
about 1000 airplanes is growing, and there are 
no major certification or structural problems. 

I have been a member for nine years and 
have observed important developments 
and growth in member benefits. The annual 
convention and its education programs have 
continually and consistently improved. Under 
Jeff Schweitzer’s guidance our magazine 
has become the quality standard of its class, 
and transitioned from a subsidized to a self-

supporting member benefit. Lew Donzis 
developed our website, continues to guide 
its improvements, and has changed it from 
an organization-supported to a self-supporting 
member benefit. Mona Rathmel has guided 
many of us through airplane insurance 
challenges and helped develop discounts for 
members who meet training standards similar 
to those of the major airlines. Dave Coats, Mark 
Swatek and Mona Rathmel developed the 
Malibu/Mirage Safety and Training Foundation 
(M/MS&TF) that provides outstanding ground 
and flight training to supplement our regular 
annual sessions. I agree with the hundreds 
of other participants that this is one of the 
greatest values that MMOPA offers to all of us. 
At our 2005 Groton Convention the M/MS&TF 
started an endowment campaign that should 
make this member benefit self-sustaining in 
a few years. We have all enjoyed the benefits 
of sharing our experiences and problems with 
other members to help make our airplanes 
and flying activities better and safer. The 
friendships and camaraderie are among the 
best in this short list of member benefits.

MMOPA enjoys fine leadership from a growing 
list of committed volunteers. Vice President 
Richard Geist provides excellent organization 
skills, and led the 2005 revision of our by-
laws. My friend and airplane partner Doug 
Leet serves as immediate past president 

and provides experience and continuity to 
the board. Mona Rathmel continues her 
roles as secretary and treasurer. Richard 
Bynum, Dave Coats and Jon Sisk serve as 
academic program co-chairs for our annual 
convention. Jeff Schweitzer, Lew Donzis, 
Larry Johnson and Charlie Hampton round 
out the board. Everybody contributes and the 
board works productively through the year. I 
will provide more details about the board’s 
work in a later issue. It is enjoyable to be 
part of such a talented and committed team. 

My goals as president are to continue the major 
activities that were led by previous boards, and 
to further the tradition of enhancing member 
benefits. One of the first tasks will be to meet Jim 
Bass, the recently appointed CEO of The New 
Piper, and continue the strong and productive 
relationships that MMOPA has enjoyed 
with our major manufacturers. Our growing 
friendship with Chuck Suma set a model for 
synergistic interactions. My other major goal is 
to involve more members in the activities of this 
organization. The opportunities abound, and 
range from helping with a specific task at the 
convention, to concise time-limited projects, to 
developing and leading a new MMOPA project, 
to serving on the Board, and many others. 
Several of you have already responded to my 
requests to help. I look forward to knowing 
all of you, and to working with many of you.
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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

Aviation News

Since our Groton Convention in September 
the fleet has seen 5 PA-46 accidents. Only 1 
accident involved injuries which were fatal. The 
other 4 were mechanical or procedure problems 
ending with bent parts but not hurt bodies. 
Below is a brief summary (NTSB) of each:

NTSB Identification: IAD05LA138 
14 CFR Part 91: General Aviation 
Accident occurred Monday, September 
 12, 2005 in Rangeley, ME 
Aircraft: Piper PA-46-500TP, 
 registration: N747AW 
Injuries: 3 Uninjured.
This is preliminary information, subject to 
change, and may contain errors. Any errors 
in this report will be corrected when the final 
report has been completed.
 
On September 12, 2005, about 0930 eastern 
daylight time, a Piper PA-46-500TP, N747AW, 
was substantially damaged while recovering 
from an in-flight upset, 15 miles southwest 
of Steven A. Bean Municipal Airport (8B0), 
Rangeley, Maine. The certificated private 
pilot and two passengers were not injured. 
Visual meteorological conditions prevailed 
for the personal flight destined for Lehigh 

Valley International Airport (ABE), Allentown, 
Pennsylvania. No flight plan was filed, and the 
flight was conducted under 14 CFR Part 91. The 
accident occurred during the hours of daylight, 
about 44 degrees, 46 minutes north latitude, 
and 70 degrees, 47 minutes west longitude. 
 
According to the pilot, the autopilot was engaged 
in “heading bug mode,” and the airplane was 
climbing at approximately 700 feet per minute.  
 
About 15 miles southwest of Rangeley, 
climbing through approximately 5,000 feet 
msl, the pilot moved the heading bug 30 
degrees to the right to remain clear of clouds. 
The airplane then “sort of snapped with 
significant yaw,” into a 60-degree right bank. 
 
After overpowering the autopilot and 
recovering from uncontrolled flight, the 
pilot turned the airplane through two 360-
degree turns, and climbed to 16,500 feet. 
About 20 to 25 miles southwest of Rangeley 
he requested fl ight following from air 
traffic control, and continued to Allentown. 
 
The pilot estimated during the upset that he had 
lost approximately 1,000 feet in altitude, and 
could not remember if the autopilot disconnected 
during the upset or during the recovery.  
 
A post flight inspection of the airplane by an 
airframe and powerplant mechanic revealed 
that the airplane’s wings had been damaged 
during the recovery. Multiple wrinkles on 
both wing upper surfaces were noted, which 
extended from the wing roots outboard, for 
an approximate distance of 43 inches, which 
then terminated at a wing production splice.  
 
According to Federal Aviation Administration 
(FAA) records, the pilot held a private pilot 
certificate with ratings for airplane single-engine 
land, multi-engine land and instrument. On his 
most recent application for an FAA third-class 
medical certificate, dated May 16, 2005 he 
reported a total flight time of 1,950 flight hours.  
 
The reported weather at Berlin Municipal Airport 
(BML), Berlin, New Hampshire, 33 nautical 
miles southwest of Rangeley, at 1352, included: 
winds from 300 degrees at 9 knots, gusting to 
16 knots, visibility 7 miles, overcast skies at 
3,400 feet, temperature 72 degrees Fahrenheit, 
dew point 57 degrees Fahrenheit, and an 
altimeter setting of 29.96 inches of mercury.

NTSB Identification: DFW05FA241 
14 CFR Part 91: General Aviation 
Accident occurred Saturday, September 
  17, 2005 in Houston, TX 
Aircraft: Piper PA-46-310P, 
  registration: N69146 
Injuries: 2 Fatal.

This is preliminary information, subject to 
change, and may contain errors. Any errors 
in this report will be corrected when the final 
report has been completed.
 
On September 17, 2005, about 2124 central 
daylight time, a Piper PA-46-310P single-
engine airplane, N69146, was destroyed when 
it collided with terrain shortly after takeoff from 
Ellington Field Airport (EFD), near Houston, 
Texas. The private pilot and the passenger 
sustained fatal injuries. The airplane was 
registered to a private corporation and operated 
by the pilot. Night visual meteorological 
conditions prevailed and no flight plan 
was filed for the personal flight conducted 
under 14 Code of Federal Regulations Part 
91. The flight was originating at the time of 
the accident and was destined for Rusty 
Allen Airport (5R3), near Lago Vista, Texas. 
 
An air traffic controller reported that the pilot 
was cleared to takeoff of runway 17R and 
was instructed to fly south for three miles 
before turning west in order to stay clear of 
William P Hobby Airport’s airspace. Shortly 
after the airplane took off, the controller 
heard a weak transmission that she could 
not completely understand, but did hear the 
words “engine” and “power.” The controller 
asked the pilot to “say again”, but there was 
no answer. She again asked, “N69146 say 
again” and the pilot transmitted, “I’m going 
down.” There were no further communications 
from the pilot. The last recorded altitude 
was 400 feet above ground level (AGL).  
 
A witness, who was located near the south 
end of runway 17R, first observed the airplane 
while it was on its takeoff roll. The witness 
reported that as the airplane flew past him in 
a left to right direction, at an altitude of about 
200 feet, he detected no notable problems. 
The airplane continued to climb and shortly 
after, while at an altitude of approximately 300 
to 400 feet, the engine started “sputtering.” 
The engine “sputtered” for about two seconds 
and then there were no more audible engine 
sounds. Since it was dark, he could only 
see the airplane’s navigation lights as the 
airplane entered an immediate left turn 
followed by a sharp descent to the ground. 
On impact the airplane erupted in flames. 
 
A second witness was parked on the road 
directly south of the airport and was standing 
outside of his car when he first observed 
the airplane flying in a southerly direction. 
The airplane was climbing “normally” and 
the engine sounded “even.” Shortly after 
the airplane crossed over Highway 3 “the 
engine cut-out completely.” The airplane 
continued straight for five to ten seconds and 
then began a left turn. While turning left the 
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airplane maintained a consistent altitude for 
several seconds before it started to descend 
towards the ground in an “increasingly sharp 
arc.” The airplane impacted the ground in an 
approximate 75-degree nose down attitude 
and burst into flames about 190 to 200 
yards from where the witness was standing.  
 
Investigators from the National Transportation 
Safety Board (NTSB), the Federal Aviation 
Administration (FAA), The New Piper Aircraft 
Company, and Teledyne Continental Motors 
examined the wreckage at the accident 
site on September 18 and 19, 2005. 
 
The main wreckage was located in a field 
beyond the airport property approximately 250 
feet south of the airport perimeter fence. The 
Global Positioning System (GPS) coordinates 
recorded at the accident site were 29 degrees 
35.195 minutes north latitude and 095 degrees 
09.654 minutes west longitude, at a field 
elevation of approximately 25 feet mean sea 
level (MSL). The airplane impacted grassy 
terrain on a magnetic heading of 352 degrees, 
and came to rest upright on a heading of 
205 degrees. The wreckage energy path 
measured approximately 150 feet in length. 
The wreckage was recovered to Air Salvage 
of Dallas for further examination at a later date. 
 
At 2150 central daylight time, the weather 
observation facility at Ellington Field Airport 
reported wind from 170 degrees at 4 knots, 
visibility 10 statute miles, few clouds at 25,000 
feet, temperature 80 degrees Fahrenheit, dew 
point 79 degrees Fahrenheit, and a barometric 
pressure setting of 29.98 inches of Mercury.

NTSB Identification: DFW05CA248 
The docket is stored in the Docket 
  Management System (DMS). Please 
  contact Records Management Division  
  14 CFR Part 91: General Aviation 
Accident occurred Thursday, September 
  22, 2005 in El Reno, OK 
Aircraft: Piper PA-46T, registration: N7WS 
Injuries: 2 Uninjured.

The 1,500-hour private pilot was on an 
instructional training flight with his flight 
instructor practicing emergency procedures. 
A simulated power-off emergency decent was 
initiated by the flight instructor at 5,000 feet 
mean sea level (MSL) over the airport. The 
pilot successfully descended and aligned the 
airplane for final approach to Runway 17 when 
“an excessive sink rate developed on short 
final.” The flight instructor directed the pilot to 
initiate a go-around. According to the pilot’s 
statement in the NTSB Pilot/Operator Aircraft 
Accident Report (NTSB form 6120.1/2) he 
“immediately initiated the go-around by adding 
power; however the long engine spool-up time 

led to a hard landing/touch and go.” Weather 
at the time of the accident was reported to be, 
winds at 210 degrees and 9 knots, visibility 
10 statute miles, temperature 75 degrees 
Fahrenheit, altimeter 29.93 inches of Mercury.

NTSB Identification: MIA06LA002 
14 CFR Part 91: General Aviation 
Accident occurred Monday, October 
  03, 2005 in Destin, FL 
Aircraft: Piper PA-46-350P, 
  registration: N9199P 
Injuries: 2 Uninjured.
This is preliminary information, subject to 
change, and may contain errors. Any errors 
in this report will be corrected when the final 
report has been completed.
 
On October 3, 2005, about 1205 central 
daylight time, a Piper PA-46-350P, N9199P, 
registered to Lookout Leasing Co. and 
operated by an individual, as a Title 14 CFR 
Part 91 personal flight, veered off the runway 
during the landing roll at the Destin-Fort 
Walton Beach Airport, Destin, Florida. Visual 
meteorological conditions prevailed and an 
instrument flight rules (IFR) flight plan was filed. 
The instrument-rated pilot and the passenger 
reported no injuries, and the airplane incurred 
substantial damage. The flight originated 
from the Lovell Field Airport, Chattanooga, 
Tennessee, earlier that day, about 1015. 
The pilot stated he was on an IFR flight plan 
to Destin. The flight was uneventful and about 
5 miles out from the airport he canceled 
the IFR flight plan. He obtained weather 
information from the airport’s automation 
surface observation system and elected 
to land on runway 14. The landing was 
uneventful, until about 300 feet into the landing 
roll. The airplane veered violently to the right, 
believing the right brake had locked up. 
He tried to compensate with full left rudder 
but the airplane continued to the right. The 
airplane departed the runway and the nose 
gear collapse before coming to a stop.

NTSB Identification: NYC06LA042A 
14 CFR Part 91: General Aviation 
Accident occurred Wednesday, December  
  14, 2005 in Dunkirk, NY 
Aircraft: Piper PA-46-310P, 
  registration: N302H 
Injuries: 4 Uninjured.
This is preliminary information, subject to 
change, and may contain errors. Any errors 
in this report will be corrected when the final 
report has been completed.
 
On December 14, 2005, about 1200 Eastern 
Standard Time, a Piper PA-46-310P (Malibu), 
N302H, and a Smith Aerostar 601P, N1WZ, 
sustained substantial damage while both 
airplanes were landing at Dunkirk Airport (DKK), cont. page 16 

Dunkirk, New York. The certificated airline 
transport pilot and two passengers onboard 
the Malibu; and the certificated private pilot 
onboard the Aerostar, were not injured. Visual 
meteorological conditions prevailed at the time 
of the accident. An instrument flight rules flight 
plan was filed for the Malibu, which originated 
from West Chester, Pennsylvania. No flight 
plan was filed for the Aerostar, which originated 
from Jamestown, New York. Both personal 
flights were conducted under 14 CFR Part 91. 
 
According to a Federal Aviation Administration 
(FAA) inspector, the Malibu was landing on 
runway 06, a 5,000-foot-long, 100-foot-wide, 
asphalt runway. The Aerostar was landing on 
runway 15, a 4,000-foot-long, 100-foot-wide, 
asphalt runway. The right wing of each airplane 
made contact at the runway intersection, and 
both right wings sustained substantial damage.  
 
The reported weather at DKK, at 1153, was: 
wind from 130 degrees at 11 knots; visibility 10 
miles; sky clear; temperature 21 degrees F; dew 
point 1 degree F; altimeter 30.36 inches Hg.

Commentary 
The first accident sounds like an autopilot 
problem, though with that PT-6 engine 
climbing at only 700 ft/min, I wonder how 
close the airspeed was to Vne. Having 
flown these speedsters myself, I know 
they have the capability to be nearer the 
airframe structural margins than the piston 
powerplants. When something like turbulence 
or an autopilot deviation happens, there is a 
smaller margin of error and less response 
time to pull back to maneuvering speeds.
 
The second accident was VMC at night 
and sounds like an engine problem leading 
to a departure stall. Remember not to 
attempt a turn around back to the airport 
in less than 800 ft altitude and never, never 
stall. Stalling is nearly always fatal. Here 
we have our only fatalities this quarter.
 
The third accident involves a judgment 
problem with slow spool-up with turbines. 
The pilot probably knew the necessity 
to keep power up on approach, but was 
doing a power-off emergency descent. The 
instructor probably will not do this again.
 
The fourth accident also sounds like a 
mechanical problem. There have been a 
few of these unexplained “veering off the 
runway” events, probably for multiple reasons.

The fifth and last accident involved a runway 
incursion of the worst kind: two airplanes 
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landing at the same airport on different 
runways. The Malibu was on an IFR flight plan. 
However, both pilots still have the responsibility 
communicate their intentions on frequency 
and visually look for traffic, especially in VMC. 
In a similar conflict, I remember watching 
a plane at Steamboat Springs, CO, an 
uncontrolled airport, departing IFR after 
clearance was given from ATC. Another pilot 
decided to back taxi down the runway (there 
is no taxi-way) as the first pilot was on take-off 
roll. Remember: communicate your intentions.

Electronic Flight Bags
Before our Groton convention, Jim Yankaskas 
and I were considering the purchase of a 
Garmin 396. At first, Jim was not sure we 
needed new avionics until he learned of the 
vast information availability with XM satellite 
downloads. Our GPS approach-certified 
King KLN-90B was our primary navigational 
tool and the little visual screen left much 
to be desired. That is particularly clear 
when we fly other planes with the Garmin 
530/430 or the MX-20 or other such fancy 
gadgets. We had decided to buy the 396 
either at the convention or soon thereafter. 

As luck would have it, I was visiting some of our 
sponsor booths and came across Tom Reed 
with Control Vision Corporation and Anywhere 
Map. All of a sudden, I was catapulted into 
the future. Instead of a smallish screen, Tom 
showed me a Motions Computing Tablet, 
8.4 inches with great computer power. I was 
assured this would fit on my yoke between the 
horns. We even took this computer out to our 
plane on the ramp at Groton and yes, it would 
fit. Next, what would this unit do? Well, what do 
you want? We have 6 views of terrain and we 
choose what we want displayed. XM satellite 
speaks through Bluetooth to the computer to 
display radar, clouds, tops, lightning, METARS, 
and TFR’s, all updated continuously (every 6 
minutes or so). A Garmin remote GPS also 
speaks through Bluetooth technology letting 
the software “know” our position, bearing and 
speed. Now, this is great. Hold on, it gets better. 
How would you like to have all the approach 
plates in this computer, and follow your 
airplane symbol as you fly the approach? The 
computer automatically updates itself each 28 
days when I get it within range of my WIFI. Can 
I throw away my subscription to Jeppesen? 
Not yet. I am still learning, and worry if the 

computer goes blank. But what if I have a 
second laptop for backup? Well, I am still 
thinking and need to check with the FAA rules.
 
Now, what can this EFB not do? Well, it 
does not fly the airplane. But, the device is 
a great tool for situational awareness and 
flight planning. My autopilot and KLN-90B are 
capable as long as I know how to program 
them. The EFB helps me in my decision-
making, and I hope this makes me a safer pilot.
 
The issue of the paperless cockpit was 
explored in detail in an article by Lewis 
Donzis in the spring 2004 issue. That is 
worth reviewing. There are several good 
EFB’s on the market, which are critiqued 
most recently in a review in The Aviation 
Consumer (Volume XXXVI January 2006). 
Frankly, I was so smitten with the Anywhere 
Map I did not review the others. Also, Tom 
was personable and made himself available 
to help with installation problems: a done 
deal. Am I happy with the new unit? There is 
much we have to learn, but, you can not wipe 
the smile off my face. I recommend any of 
these EFB’s as a tool to help us all fly safer. 

Aviation News
(continued)
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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 

Say What You Mean

The story is old, but still relevant. A USAF 
transport, probably with round piston engines, 
had just touched down after an especially long, 
grueling night flight across the country. As the 
aircraft was beginning to slow on roll-out, the 
captain, noticing that the co-pilot looked a 
bit glum, said “Cheer up.” So, the co-pilot 
put the gear up! Close, but not exactly right.

Another story goes that the multiengine 
airliner was doing a “touch and go” when 
the captain said “take off power” to which 
the co-pilot responded by pulling the power 
levers to idle. The aircraft went off the end 
of the runway. Again, close but no cigar.

Both of these instances resulted in some 
operational changes in the military and 
airline industries. Both developed some 
standardized phrases to be used in the 
cockpit, phrases that would minimize the 
possibility for misunderstanding. I guess 
that old saying, “Say what you mean and 
mean what you say” still holds true today.

Ground Fear
I learned about the importance of clear 
communication first hand when I was a rookie 
instructor many, many, many years ago (OK, 
so I should throw in a few more many’s). At this 
particular time, I was working with a delightful 
young nurse who was attempting to learn to 
fly just for fun. She was working hard (as I 
recall, we both were) trying to accomplish 
her first solo flight. We had been flying around 
the traffic pattern for the last two lessons, and 
were at the final stage of learning to land. 
She had but one obstacle. She just could not 
descend from traffic pattern altitude to land. 
There was some kind of block about losing 
altitude, seeing the ground and watching the 
runway get bigger in the windshield. We had 
been fighting this battle for several circuits 
during which she would turn final approach 
only slightly below traffic pattern altitude. My 
coaching and prompting her to reduce the 
power and lower the nose of the airplane 
were not having the desired effect, as she 
continued to resist getting close to the ground.

This had been going on for over an hour, 
and I was becoming exasperated. On one 
particular pattern, again turning toward the 
runway at San Antonio International (SAT) at 
almost 1000 feet above the runway, I said in 
my sternest, flight instructor voice, “EXPLETIVE 
DELETED Irma we’re high again, cut the 
power.” Now on this approach, Irma did 
exactly as I directed. She promptly switched 
off the ignition in our trusty old Cessna 150, 
and pulled out the key. Thankfully, we were at 
1800 feet, and had the opportunity to practice 

our first real engine-out landing procedure. Say 
what you mean Trey, and mean what you say!

Stranded
I had another instructor friend, let’s call him 
Bob to protect the weary, working with a 
student pilot who spoke Spanish much better 
than he spoke English. Bob once said to his 
student prior to his first solo flight, “Make two 
trips around, and come back and pick me 
up.” You see, at our flight school we always 
stood beside the runway while our students 
did their first solo. So my friend was standing 
beside runway 30R at SAT while his student 
taxied back to the run-up area for his first solo 
takeoff. Bob had intended for his student to 
make two circuits around the traffic pattern 
with landings, and then on the third landing, 
stop and pick him up again. Instead, this 
student took off, turned right and flew out of 
sight, leaving his poor CFI standing beside 
one of the busiest runways in the galaxy.

Faced with the possibility of walking across 
two active runways, the instructor just sat 
on the taxiway identifier sign and waited. 
About 30 minutes later, the airplane appeared 
on base leg and landed. The little plane 
taxied up to the instructor, stopped, and the 
door opened to reveal the student smiling 
proudly. For, you see, he had just successfully 
navigated his way (twice) around the city of 
San Antonio and managed to find the airport 
again all by himself, not once talking to ATC, 
even to land. Say what you mean (in the 
proper language), and mean what you say.

Intent Matters
Miscommunication is not limited to just the 
meaning of words, but also can involve the 
intent behind the words. More than one pilot, 
when faced with a diminishing quantity of 
liquid propellant, has mentioned this fact to 
ATC in a casual, matter-of-fact way without 
communicating the serious nature of the 
problem. Why? Because they can not bring 
themselves to admit to the controller (and 
every other pilot listening) that they have 
mismanaged their fuel allowance, and are 
critically low. This was illustrated not long ago in 
New York, when a foreign airliner ran out of fuel 
on the third approach after trying two previous 
unsuccessful approaches in bad weather. They 
did not inform ATC of the critical nature of the 
short fuel supply, simply stating that they were 
low. Being reluctant to declare an emergency 
because of poor fuel planning or unforecasted 
weather deviations is not a good idea, and being 
embarrassed should not be a consideration. I 
think screaming “Mayday, Mayday” after the 
engine stops is possibly a bigger issue. Say what 
you truly mean when help is what you truly need.
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Too Much of a Good Thing
Of course, there can be situations where 
misunderstood communications take the 
form of too much talk as well. Recently, a 
friend and client of mine who owns a TBM 
700 asked me to make a trip for him in his 
airplane. His grandmother and her bridge 
club needed to attend a tournament in Baton 
Rouge, Louisiana, but because of work 
commitments, he could not take them. Since 
I am always looking to get out of the office, 
and would never pass up the chance to fly 
a TBM, I quickly agreed to make the flight.

We departed on a beautiful day from Waco 
enroute to BTR, and the trip passed much too 
quickly. All too soon we were in the descent in 
bright clear VFR into the Baton Rouge airport, 
where I managed to make a fairly smooth 
landing (no easy feat in the stiff-legged TBM). 

I had the ladies safely to the FBO to meet their 
ride right on time. As I passed through the 
cabin on my way to open the door, I sensed 
all their eyes sharply focused on my activities. 
As soon as I had the door partly open, they 
were bustling past me almost tumbling 
out of the airplane and sprinting across 
the ramp to the FBO lobby. Quite a sight!

While I thought this strange, I chalked up 
the mad dash to an eagerness to get to the 
bridge match since they all were hard-core 
players. So, after adding some go-juice and 
rechecking the weather, I filed for the return 
to Texas, climbed into the cockpit for the 
solo flight back and fired up the big Pratt.

Not until several weeks later did I learn the truth 
when I had a chance to talk with my friend and 
ask him how is grandmother and her friends 

liked their trip to BTR. He looked at me for 
several seconds and then asked, “Do you talk 
to yourself when you fly?” I replied, “Well, yes I 
do. It comes from my crew training in the jets.” 
He then asked, “Do you wear a headset when 
you fly?” Curious, I said, “Yes, l want to keep my 
hearing even in the quiet single-engine turbine, 
but why all the questions?” Well, the ladies 
heard me talking to myself, and I have been 
known to speak somewhat loudly, especially 
when chastising myself for something. Since 
the women did not see anyone else in the 
cockpit, all thought I had a screw loose or 
perhaps was related to Charles Manson. 
They could not wait to get out of the airplane 
in case the devil in the front seat suddenly 
started spinning his head, or something worse.

So, say what you mean and mean what you 
say, but be careful who hears.
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by Robert Conrad

Views from a JetProp
The Bolts and the Nuts

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

I recently received the following letter from 
Daniel Draxler who lives in Germany and flies 
a 1987 Malibu. He asked questions that many 
piston drivers seek to have answered. With his 
permission I am publishing my correspondence 
with him. (Editor’s note: As English is not Mr. 
Draxler’s mother tongue, I have lightly edited 
his letter for clarity, but retained his original 
language to the maximum extent possible).

Letter from Daniel Draxler
Hello Mr. Conrad!

I came to your nice site via JetProp.

Perhaps you will spend some minutes to read 
these lines and assist me with real data.

The PA46 conversion to the JetProp is a 
brilliant thing, but comes along with also a 
brilliant price tag.

I am flying my PA46 (1987) since 1989 and am 
very happy with the aircraft. I am running now 
on a 550 engine and all works perfectly; OK, 
higher performance requires also higher fuel 
flow right now. Running my former 520 lean-
of-peak was incredible, with great range! Now 
with the 550, higher power at high temperature 
I am using rich-of-peak and this will show 
sometimes more than 20 gal/hour.

Due to this case, and that avgas is in some 
places not available and increasing in price 
in Germany (1 liter costs 2.20 Euros, which 
equals to $9.20 per gallon), makes flying 
not cheap. JetA is a little cheaper, with 1 liter 
costing 1.80 Euro, which equals $7.50 per 
gallon). Abroad JetA can be found for $4.00 
per gallon.

All of this makes me consider having an eye 
on jet or diesel driven alternatives.

I am also afraid if the very-light-personal 
jet will swap into market how the general 
aviation market will react.  But nevertheless, 
I have invested a lot into the PA46 airframe 
and avionics.

The JetProp page says only good things about 
their own product. But JetProp owners tells 
different, from small maintenance problems, 
to inadequate engineering and flying from fuel 
pump to fuel pump, all kinds of statements I 
got. But finally everyone is happy.

So I read your page with a lot of interest, 
because you are the first which reflects also 
in detail fuel range.

This I consider my key facts to move into 
the direction of a possible engine change. 
Perhaps you will find some other ideas and 

argumentation to share about your experience 
and decision-making process.

I say many thanks and have a good start into 
a healthy new year with a lot of fun while flying 
your nice N100GF!

Best regards,
Daniel Draxler

Bob’s Response
Dear Daniel,
 
Thanks for the nice letter. I have owned my 
1986 Malibu since 1988. I converted to a 
JetProp in 2000. Like you, I liked the IO520 
engine and had only one minor in-flight 
problem. I also flew it conservatively. The 
price tag for the JetProp is hard to swallow, 
but would be an easy decision to make on 
the way down if the IO550 were to fly apart in 
mid air. That is the way I looked at making the 
decision after flying 2000 lucky hours with the 
IO520. Most of that cost is recoverable when 
you sell your airplane. 
 
Awesome Performance
As to performance, the JetProp will exceed 
all your expectations. It will climb to about 
16,000 feet at 2,000 feet/min, and will still be 
climbing at about 1,200 feet/min when you roll 
out at FL270. Total climb time to that altitude 
is around 20 minutes. This is why you almost 
always fly it at FL260 or FL270. Head winds are 
not as critical since you are going so fast. My 
rule of thumb is the winds on the nose have to 
increase in the climb at a rate greater than 3 
knots per 1,000’ for me to stay down low. That 
is a rare situation. It will true out at 245 KTAS 
sitting on 800 lbs torque, (where I normally 
fly) which lowers the ITT from a maximum 
allowable 740 degrees to about 600 degrees. 
I can get 260 KTAS with maximum ITT of 740 
degrees. Fuel burn at FL270 is 31gal/hr at 
800 lbs torque. A simple rule of thumb is to 
just use the cruise fuel burn as your average 
for calculating fuel required. For example, if 
you are flying at FL270 and the flight time is 3 
hours, the fuel burn for the total flight is 31 x 3 
= 93 gallons. I usually add another 20 gallons 
minimum for the unexpected. The extra fuel to 
climb is usually made up in the descent. The 
charts I publish on my web site are accurate. 
 
The power at low altitudes is awesome and 
could be very important in tight situations... 
like icing and takeoffs. 

The power allows you to climb quickly through 
icing in clouds with a low angle of attack to 
prevent icing under the wings. Same with 
descending, you can pull the power all the 
way back and get down quickly. Being able 
to quickly pull the power back and not worry 
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about shock cooling the engine is also a big 
help in descending. Reversing the prop after 
the wheels touch down makes for quick stops 
and is easy on the brakes. Power settings are 
more critical because of the greatly increased 
operating envelope. If you forget to pull the 
power back after leveling off at low altitudes 
you can go over red line in a heartbeat. 
Also, if you forget to put power back in after 
descending and leveling out you could go 
quickly into a stall. I try to descend at 400 lbs 
torque and 1,000 ft/min so stalling is not an 
issue, you just slow down to about 120 KIAS. 
An ideal situation for entering the pattern.
 
Maintenance 
Maintenance for me has been far less than 
with the piston engine. There have been a few 
Service Bulletins and no AD’s. All the repairs 
have been simple and JetProp has been fast 
to get them out at no cost to me for the parts. 
It doesn’t get much better than that. The 
annual on the engine requires replacing and 
cleaning fuel and oil filters plus inspection. 
The filter parts kit (gaskets and one paper 
fuel filter) cost about $35 and takes about two 
hours labor. You never change the oil since 
it is like a transmission and not exposed to 
any combustion. The fuel nozzles need to be 
overhauled and inspected about every 400 
hours. This is around $200 for parts and 4 
hours labor. They recommend the generator/
started motor brushes be replaced about 
every 500 hours. At 500 hours I inspected my 
brushes and they looked good so I still have 
the originals. The only other wear item I have 
replaced is the graphite block for the prop 
feedback arm, which cost about $85. I do a 
compressor wash about every 50 hours, or 
more often if flying in salty air. This is a quick, 
cheap and simple procedure.
 
Flying, the Fun Part
The last and most fun part is flying the JetProp 
or any other single turbine. To start with, it feels 
and sounds like a jet. Quiet and smooth, yet it 
handles just like your old Malibu on steroids. It 
is a normally aspirated engine like the Cessna 
172 you learned to fly in. That is why it has 
so much power at low altitudes. We were 
planning a vacation to Crooked Island in the 
Bahamas where the runway is 2,000’ long. I 
decided to practice short field takeoffs and 
landing at my field before tackling that short 
runway. After practice I was able to take off in 
1,200’ and land to a full stop in 1,000’. When 
I landed on Crooked Island I made my U turn 
to taxi back about two-thirds the way down the 
runway. That is fun and exciting stuff. Flying 
at minimum controllable airspeed (MCAS), 
stalls and 60-degree turns have no surprises 
and should be practiced on a regular basis. 
You can still afford to just take the bird out for 
a ride on nice (and sometimes windy) days 
and develop a seat of the pants feeling for 

how it flies. In fact, I strongly recommend you 
take whatever you are flying out several times 
a year just to get comfortable in the seat. The 
JetProp does Lazy Eights and Chandelles 
like a lazy bird and these are great practice 
maneuvers. Flying for business alone makes 
for a sloppy pilot and does not achieve this 
important goal. This is my pet peeve when 
instructing business owners/PA-46 drivers. I 
bought a 1947 Indian Chief motorcycle (600 
pounds) from my uncle when I was 16 years 
old. His parting words after training were “It 

will take 1,000 miles before you feel it is part 
of you.” I remember thinking one day that I 
finally feel pretty comfortable on the Indian and 
I looked at the speedometer…sure enough, I 
had gone 1,000 miles.
 
Final Comment
I got a little windy here. I hope it helps you 
make this important decision. Check out my 
website in a few weeks for new information. 

Poetry in Motion
The JetProp bulletin board had a neat post by Bill O’Donnell. It is a poem that 
his wife Mary wrote while in flight. It hits a resonant note and stabs right into the 
heart. I am republishing the poem here to deflate all our egos. I have attached it 
for your consideration. 

On January 5, 2006, my wife wrote this poem as she sat in the back seat of our 
JetProp on a recent trip to Sacramento. She came up and sat in the co-pilots seat 
and put on the headphones and softly began to read her poem. 

If I could come back in another life  
I’d come back as his Jetprop, instead of his wife. 
He’d never grow tired of being with me  
Or bragging to friends. How happy I’d be!

His eyes would light up when he walked in the door  
Never enough of me…always want more.  
I’d be first on his mind when he’d wake up each day  
And at night the last thing as he’d drift away. 

He’d buy me nice gifts to suit my pleasure  
And outfit me well, whatever the weather.  
He’d spend endless hours making sure things are right  
So when we were together, we’d have a great flight. 

He’d pamper me and look to my every need  
To be at my side he’d travel with speed. 
He’d shower me lavishly with great affection  
And from others who’d harm me, he’d be my protection. 

In turn I would take him to far away places  
I’d show him the world and all of its faces.  
I’d make him feel good… on top of a cloud  
I’d show by my actions. Of him I’m so proud. 

So, if I could come back in another life  
I’d come back as his JetProp, instead of his wife.  
He’d never grow tired of being with me  
Or bragging to friends. How happy I’d be! 

Mary O’Donnell 462HP 2006 (JetProp owner’s wife) 

By the time she finished the second verse, my eyes welled up with tears because 
I realized she was feeling less important than the plane we were riding in. I have 
spent the last several days, devoting time and affection toward her, because even 
though the JetProp is a wonderful machine, it could never take the place of Mary, 
my wife. So, fellow pilots, I share part of my personal life with you so you won’t 
make the same mistakes I have. We can marvel at our machines, but tell her she 
is more important than any old airplane. 

Bill O’Donnell JetProp #158 462HP
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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 

I Once Owned a Cessna in Texas

I will never forget the day in the spring of 
1945 in Pensacola, Florida, when my Dad 
strapped me into the front seat of a J-3 Cub 
and allowed one of his best commercial pilot 
students to take me for a ride. I thought that 
the lady was one of the prettiest girls I have 
every known, and I am not just referring to the 
J-3 Cub. The next day, Dad strapped me into 
a Stearman, shoulder harness and all, and 
this time he piloted the aircraft. Now that was 
a real treat. To be six years old in the back 
seat of an open cockpit Stearman with the 
roar of that radial Continental: what a thrill! 

First Purchase
Ten years later I soloed in a 1946 Piper J-3. 
For the next ten years I piled on the hours as 
an agricultural pilot, mainly in Super Cubs 
and Stearmans, and as a flight instructor in 
Cubs, Champs, and naturally Cessnas. In 
the late 50s and early sixties the Piper Tri-
Pacer was one of my favorite airplanes for 
real cross country flying: cheaper and faster 
than a 170 or 172 and a phenomenal short 
field performer. But then I fell in love with the 
Cessna 180 (egad – an all-metal airplane). 
In fact, as soon as I could afford an airplane, 
that was my first purchase. The Cessna 180 
was a joy to fly and easy to own and operate. 
Parts were never an issue: any mechanic 
anywhere could get a part without any hassle 
or major delay from Cessna. Interestingly, 
the Cessna 180 that I purchased was a 1956 
model, yet by the time I traded up in 1974 the 
aircraft had only three ADs issued against it.

Siren Song
In that year of 1974, Piper had sustained a 
major catastrophe from flooding at their plant 
in Lockhaven, PA. The company moved to 
Florida, jumping from the frying pan into the 
fire, or at least from floods to hurricanes. But 
the Sirens from the Isle of Piper enticed me, 
and unlike Odyssey of the Argonauts I failed 
to stuff my ears with wax and fell into their 
trance with the purchase of a Twin Comanche. 
This was the first all-metal airplane from 
Piper that I really liked. Like the PA-46 the 
airplane has a beautiful wing and airfoil, 
while all the others had been fabric covered. 
This was a phenomenal twin and a pleasure 
to own and operate, with few mechanical 
problems. Perhaps because this was the Old 
Piper, and because of the number of these 

aircraft manufactured and lack of unique 
manufacturing processes, parts were never 
a problem. The 160 HP injected Lycomings 
were nearly bulletproof. There were none of 
the problems that Lycoming subsequently 
faced with the larger bore engines. 

A Troubled New Beast
Then along came the PA-46, the first really 
unique new airplane on the market in some 
time, and the last entirely new aircraft that 
Piper has developed. What a joy to fly. But 
owning a PA-46 has been anything but a 
joy; particularly when parts are needed. 

Somehow the New Piper Aircraft has instituted 
policies that to me sum up what I perceive 
as the company’s basic customer relations 
problem. I believe these problems have 
prevented Piper from being all that the 
company could be. The issue is probably 
best articulated through words spoken 
by then-CEO Chuck Suma in response 
to a question at the MMOPA convention 
in Hilton Head, SC, many years ago. 

Freudian Slip
Just prior to the convention in Hilton Head, 
Piper had introduced the new heated 
windshield for the PA-46 to replace the old 
add-on heated plate. Naturally everybody 
was looking forward to hearing about 
this exciting development. One of our 
members asked Mr. Suma during his annual 
address when this option would be made 
available as a retrofit for the earlier PA-46s. 

Mr. Suma’s response was what I consider 
a classical Freudian slip, expressed with 
complete honesty. In other words, I do 
not believe Mr. Suma would consider his 
response a slip at all. “Piper is here to sell new 
airplanes, not make older airplanes better.” 
Well folks, unfortunately for all of us this short-
sighted corporate philosophy still appears 
to exist; just ask early Meridian owners 
about options on a gross weight increase. 

I hope I am wrong in this perception, but 
my most recent experience in dealing 
with the New Piper Aircraft and their parts 
replacement process does not bode well. My 
frustrating travails in replacing a damaged 
rudder only magnify my concern for this 
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situation at Piper. Poor customer relations 
affect each of us now and in the future as 
owners and operators of the PA-46. After all, 
an AOG is not why we buy and fly the Malibu.

What does all of this mean to MMOPA and 
its members? We need to continually and 
constantly bring pressure to bear on these 
problems, regardless of Piper’s somewhat 
less than ideal service after the sale. The 
PA-46 is still the ultimate SEL aircraft in 
terms of performance in its category. At 
present I am convinced that we all need 
to complain constantly to Piper each time 
we are faced with a parts or customer 
service problem. Ask your mechanic, or 
better yet ask any mechanic that services 
general aviation aircraft, what company 
is the most difficult to deal with on parts 
replacement. You will get a consistent answer.

Opportunity Knocks
We all have an opportunity to help Piper as they 
bring on a new CEO, and hopefully reorganize. 
Our membership consists of many successful 
businessmen who understand customer 
relations. For all of you in this category, every 
time you get a chance, try to help the folks in 
Vero: they need the assistance. In addition 
we should also support every alternative 
parts source to help keep the folks at Piper 
on their toes. Hopefully, competition in this 
marketplace will force Piper to do what they 
need in order to survive as a successful 
aircraft manufacture, particularly in light of 
all the newer entrants into the increasingly 
crowded aviation field. After all, as one of our 
Board members likes to say, Piper has one of 
the largest untapped gold mines in general 
aviation: the company just has not figured 
out how to extract the mother lode. So let’s 
keep helping them out as much as we can. 

To be fair to Piper, the company has had 
to cope with other problems and is still 
recovering from a disastrous hurricane season. 
Also, we have seen some improvements 
in specific areas. The replacement air-
springs and gas caps are examples of 
long-contentious replacement items finally 
being addressed. At the convention in 
Groton, CT, for example, Piper announced 
the availability of single replacement gas 
caps at prices set to reasonable levels.

The Broadmoor and The Chamber
Now for the 2006 convention update. As 

you know, the convention this year will 

be held at The Broadmoor in Colorado 

Springs. MMOPA is taking advantage of this 

location to offer members an opportunity 

to experience high altitude physiological 

training and a ride in a hypobaric chamber 

at nearby Petersen Field under the tutelage 

of CAMI (Civil Aeronautical Medical Institute) 
and the USAF. Remember, all who want to 
participate in this learning experience must 
have a current FAA third class medical or 
higher and apply early. Announcements 
will be made in time through MMOPA. This 
training will take place on Wednesday the 
13th of September. Mark your calendars!
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The 2006 PC-12
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.

At the 2005 NBAA convention in Orlando, 
Pilatus announced several signif icant 
improvements for 2006 for its flagship PC-12. 
Beginning with the first delivery in January, 
the 2006 PC-12 will offer better performance, 
improved handling, increased comfort, 
and more reliability than its predecessor. In 
case you missed it, here’s a more detailed 
look at what the specific changes entail.

Higher Performance
The new PC-12 offers better range-payload 
performance due to a gross weight increase. 
The change adds 530 pounds to the aircraft’s 
useful load, bringing it from 3,600 to 4,130 
pounds for a typically equipped PC-12 in an 
executive configuration. Maximum takeoff 
weight increases from 9,920 to 10,450 pounds. 

What this means is you can have a PC-12 
decked out with all the amenities (executive 
6-seat interior, a full suite of avionics, custom 
cabinetry, a lavatory, and more), top it off 
with fuel (2,700 pounds worth), and still 
load 1,221 pounds of people and cargo 
before you reach max takeoff weight.

Put another way, the increased payload 
provides PC-12 owners with the ability to fly 
even more passengers or cargo on any given 
trip. Alternatively, with high passenger or cargo 
loads, the 2006 PC-12 can fly up to 350nm 
further than its predecessor. In terms of range-
payload, the $3 million PC-12 is now squarely 
in the same territory as $10 million mid-size jets.

Better Handling
Better handling comes in part from new 
winglets. The new PC-12 winglets apply 
technology directly from a Pilatus high-
performance military training aircraft, the state-
of-the-art PC-21, which is a two-seat, 340 knot, 
+8g/-4g aerobatic turboprop with 1600shp. 

On the PC-12, the new winglets reduce 
drag and provide better crosswind control. 

Better handling also comes from improved 
control harmony. A few owners suggested 
that it would be nice to have a lighter feel in 
roll when flying the PC-12. Pilatus engineers 
took customer suggestions seriously, and 
looked closely at ways to improve the PC-12’s 
flight control system. After extensive design 
and test work, they were able to reduce roll 
control forces by 60 percent at low speeds 
and 72 percent at high speeds, giving pilots 
a sportier, more responsive roll in all phases 
of flight. Now the PC-12 has a perfectly 
harmonized feel in all three axes, which should 
further its reputation as a pilot’s airplane.

Increased Comfort
Pilots will enjoy increased comfort in the PC-
12’s new crew seats. The new Ipeco crew 
seats are specifically designed for the PC-12 to 
offer superior comfort on long flights and more 
freedom to custom-tailor seating positions for 
a wide range of pilots. They offer adjustable 
vertical and horizontal lumbar support, specially 
contoured cushions, and the ability to angle 
the seat back. The seats can be further shaped 
to individual requirements using adjustable 
armrests, thigh supports, and headrests.

More Reliable
Improved reliability comes from new LED 
lighting systems. PC-12s with executive interiors 
now feature LED overhead and spot lighting. 
The LED cabin lights last 20,000 hours, and are 
color balanced to create a warm, inviting glow. 

Just as LED lighting brings benefits to 
the interior of the PC-12, the 2006 aircraft 
a lso incorporates LED l ights in  the 
navigation lighting system. Lower operating 
temperatures, a more focused beam, and 

(below) Detail of Flettner Tabbed Aileron.
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much longer bulb life contribute to reduced 
operating costs and improved visibility.

Continuous Improvement
“Our mission at Pilatus is quite simply to offer 
the most capable, highest quality, economical 
aircraft in business aviation,” said John 
Senior, Pilatus Aircraft’s Vice President of 
Research and Development. “We accomplish 
this by constantly seeking customer input 
on ways to improve the Pilatus ownership 
experience, and driving those ideas back 
into the product development process.”

Continuous improvement is certainly part 
of the reason the PC-12 has been the top 
selling turbine-powered business aircraft for 
the past three years in a row. In 2005, Pilatus 
delivered 80 PC-12 business turboprops. 
With enthusiasm for the 2006 enhancements 
expected to create even higher demand, Pilatus 
plans to increase PC-12 production in 2006.

Isn’t it great when a good thing gets even better?

(above) PC-12 Yoke.      (below) PC-12 Cabin with LED lighting.

(above) LED NAV light.

(above) Ipeco articulating crew seat.
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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 

Back to Basics
by Mary Bryant

This column focuses on Jeppesen low- and 
high-altitude enroute instrument charts. 
Future columns will address other types of 
charts, including those published by the US 
government. 

Questions
1. With a glance at an enroute chart, 

one can readily determine if an 
airport is an IFR airport with an 
instrument approach. Which of the 
following indicate this?
a. It is depicted as a blue circle 
 with bumps (cobbs).
b. It is depicted as a green circle 
 with bumps (cobbs).
c. It is depicted as a smooth 
 green circle.
d. It has a feathered arrow 
 pointing to it.
e. Its location is in capital letters 
 on the chart.

2. All airports with an ILS are shown 
with a feathered arrow pointing to 
them.
True
False

3. Airways V19 and J27 likely:
a. run east-west
b. run north-south
c. It is impossible to determine 

without looking at the chart.

4. Jet routes are used at what altitudes?
a.  any altitudes
b.  above FL180
c.  above FL290
d.  FL180-FL450

5. Minimum enroute altitudes (MEA’s) 
for jet routes are:
a.  as assigned by ATC
b.  as depicted on the chart
c.  FL180 if not indicated otherwise
d.  none of the above

6. A Jet route with a large black arrow 
containing the route number points 
west and has 1400-0400Z written 
below it. The airway
a. can only be used going west
b. can be used going east or west
c. may only be used by aircraft 

capable of maintaining 300Kts or 
more during the specified hours

d. should be used only going west 
during the specified time

7. A black line connecting two VORs 
with a “D” beside it indicates a 
preferred high altitude direct route.
True
False

8. Airways are:
a. the shortest distance between two 

points
b. straight lines 
c. great circle routes
d. all of the above

9.  An airway with a dog leg has 
[HRN4B] written by the dog leg. 

 The [HRN4B] is:
a. the name of the intersection
b. a Jepp assigned data base 

designator
c. may be used for ATC 

communication
d. may be used when filing flight 

plans

10. A small black circle with a capital “C” 
inside, called a ball flag, located by a 
VOR information box indicates:
a. The VOR is located within 
 Class C space.
b. A note with additional information 

is available.
c. The VOR is temporarily closed/

inop.
d. There is a minimum crossing 

altitude.

11. A small black dot enclosed in a circle 
with 2.35 written by it is:
a. a remote communication outlet 

(RCO) with a frequency of 122.35
b. a heliport for government use only 

with a TACAN frequency of 235
c. a significant flight obstruction of 

2,350 ft AGL
d. an NDB with a frequency of 235

12. Below an airport ID on an enroute 
chart appears “4565-55s”.
a. The airport has a 5,500 ft. runway 

and its elevation is 4,565 ft.
b. The airport has a 4,565 ft. runway 

and its elevation is 55 ft. below sea 
level.

c. The airport has a 4,565 ft runway 
and its elevation is 5,500 ft.

d. The runway is unpaved.
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13. A large green 34 within the lat/long 
grid on the background of a chart 
indicates:
a. This is panel 34 of the chart.
b. FSS can be contacted on 123.4 for 

this sector
c. ATC can be contacted on 133.4 for 

this sector
d. This is the minimum off route 

safety (MORA) altitude for the 
sector.

14. Uncontrolled airspace:
a. is depicted in grey on enroute 

charts
b. is depicted in white on enroute 

charts
c. extends up to 1,200 MSL
d. extends up to 14,000 MSL
e. ATC provides separation within 
f. ATC does not provide separation 

within

15. Flight Watch can be contacted 
enroute 
a. 24 hours a day
b. to open and close flight plans 

when departing from uncontrolled 
airports

c. can always be reached on 122.0
d. on the frequency abbreviated 

above a navaid such as 2.1 (122.1)
e. all of the above
f. none of the above

Answers
1. a., d., and e.

2. False. Only ILSs which also perform an 
ATC function such as identifying a fix 
are depicted on the enroute charts with 
a feathered arrow.

3.  b. Even numbered routes typically run 
east-west and odd numbered routes 
typically run north-south.

4. d.

5. b. and c.

6. b. and d.

7. True. Such preferred direct routes are 
typically not more than 130 miles long.

8. Possibly d., all of the above. Conic 
projections are used to project the 
earth’s rounded surface onto a flat 
piece of paper. Therefore, what are 
depicted as straight lines are great 
circle routes which, when uninterrupted, 
would also be the shortest distance 
between two points. However, dog 
legs or other items may result in longer 
distances.

9. b. This is an unnamed intersection with 
a Jepp assigned data base designator. 
It should not be used for flight planning 
or ATC communication. FAA designated 
intersections use letters only and would 
be expected to consist of 5 bold letters 
with no numbers or brackets.

10. b. Look in the notes for note “C” for 
additional information about an airway, 
navaid, etc. Ball flags with numbers on 
VOR boxes indicate there is a minimum 
crossing altitude.

11. a.
12. a. and d. The first number is the 

cont. page 32 
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Issues and Answers
(continued)

elevation and the second number is 
the longest runway with the last 2 zeros 
dropped. The “s” means that it is a soft 
surface. 

13. d. The MORA provides 1,000 feet of 
clearance above obstacles in non-
mountainous areas and 2,000 feet of 
clearance in mountainous areas and is 
for use in an emergency descent. 

14. a., d., and f. Since the airspace is 
uncontrolled, ATC may not be talking 
to and controlling much of the traffic 
within it. In fact, some aircraft may 
not even have a transponder in 
uncontrolled airspace and would 
not appear on ATC radar. Therefore, 
separation in uncontrolled airspace 
is not provided by ATC. Be sure to 
be especially vigilant when climbing 

or descending through uncontrolled 
airspace. 

15. f. Technically, none of the answers are 
really correct. Flight watch normally 
operates 6am-10pm. Frequencies 
designated for flight watch will have a 
(Wx) beside them. Frequencies without 
the (Wx) are for flight service (FSS). 
An asterisk indicates operations less 
than 24 hours per day. Although 122.0 
is generally an operable frequency 
at low altitudes, other frequency are 
sometimes preferred, especially above 
FL180. Look for the high altitude 
frequency in your sector on the high 
altitude chart. Using 122.0 at high 
altitudes results is too many different 
stations and other pilots receiving 
your call simultaneously and can be 
disruptive. In more remote areas, 

VOR’s or RCO’s may be required for 
reception. Since the purpose of Flight 
Watch is to gather and distribute 
weather information, they do not 
typically open and close flight plans. 
A “G” after a frequency means that 
frequency is “guarded” or monitored 
by FSS or Flight Watch but they cannot 
transmit on that frequency in that area. 
Broadcast on that frequency and listen 
on the VOR.
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by Kevin Mead

Malibu Maintenance
Things That Require Periodic Adjustment

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.

With this article I complete the “Things That…” 
series about the ways in which the parts of your 
airplane can become unusable. Previously 
I explored various aircraft components 
that can burn, crack, leak, or simply wear 
out. I will end the series with a discussion 
of parts that require periodic adjustment. 

Engine 
Alternator and air conditioning drive belts 
The tension of all aircraft belts should be 
checked frequently to prevent slipping or even 
total disengagement. Once you are familiar 
with the feel of a properly tensioned alternator 
belt, this can be checked as part of your pre-
flight. Have your mechanic reference your 
engine’s maintenance manual and service 
instructions for tensioning information. Keep 
in mind that excessive tension can cause 
serious damage to alternator bearings.

Fuel flow 
In the Malibu, engine fuel flow needs to 
be set after installation of an engine, but 
also occasionally during part of normal 
maintenance. If, after starting, your engine 
will not stay running without pressing the 
primer, or if the engine stumbles when 
accelerating, have your mechanic adjust 
the fuel pump pressures per TCM SID 97-3. 

In the Mirage, if the low fuel pressure light comes 
on and stays on at higher than normal RPMs, 
the engine driven pump should be adjusted.

With the PT6A, as the engine ages, the fuel 
pump loses efficiency, resulting in slower but 
still cool starts. If the engine is slow to reach 
idle during the start, or accelerates slowly with 
power lever movement, the minimum flow 
setting on the fuel control unit can be adjusted. 

Manifold pressure (MAP) 
Your turbocharger controller may occasionally 
require adjustment to reach redline manifold 
pressure at take-off. The Mirage engine 
controller is particularly sensitive and 
may require frequent adjustment. Always 
make adjustments with the engine oil 
temperature in the normal operating range. 

RPM 
If you are unable to bring your propeller to 
the red line at takeoff, it may be time for an 
RPM adjustment. These adjustments are 
sometimes needed after a prop governor 
or propeller overhaul or simply as the 

components wear and age. Make sure 
your mechanic checks the accuracy of the 
indicator before making any adjustments.

Vacuum 
As vacuum pumps wear you may begin 
to have vacuum exceedances or find that 
your vacuum reading is not within the 
normal range markings. This may also 
happen when vacuum driven instruments are 
added or removed. In either case, have your 
settings corrected by adjusting the vacuum 
regulators. Make sure each pump is adjusted 
individually. Be patient with your mechanic 
if you have the Transicoil gauges that are 
used in later aircraft. These are touchy and 
may require multiple adjustment attempts.

Landing Gear
Nose steering freeplay 
Freeplay in nose steering will probably 
need adjustment every time the gear is 
checked. Adjustment is a simple procedure 
requiring only a few minutes, but if ignored 
wil l  result in extra movement or lost 
motion in the rudder pedals during taxi. 

Main gear alignment 
Main gear alignment needs to be adjusted 
less frequently than nose gear freeplay but is 
important for preventing uneven tire wear. If you 
notice a main tire wearing more on one side 
than on the other, have the alignment checked. 

Nose gear door sequence valve 
Adjustment of this valve will be required 
anytime you adjust nose gear up-travel or 
when replacing the engine mount. There 
is no real way to know that your sequence 
valve is out of adjustment, so this should be 
checked at annual or if the valve is resealed. 
If a valve is not properly adjusted, it may 
suffer internal damage, slowly over time or 
suddenly. If your valve is damaged internally, 
your gear doors may close before the nose 
gear is completely seated in its well, causing 
severe damage. In addition, internal damage 
renders the expensive valve unrepairable, 
so it pays to keep up with this adjustment. 

Airframe 
Flight controls 
Control cables are always under tension so 
will stretch with time, requiring adjustment 
to bring them back to proper values. An 
autopilot that responds sloppily, rolls, or 
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porpoises may be a sign that your cable 
tensions need adjustment. 

Autopilot
If control cable adjustments do not fix 
your autopilot problems, the autopilot 
servo clutches or computer may need 
adjustment. The autopilot computer will 
also need adjustment when exchanging 
the pilot’s attitude indicator or computer. 

Hydraulic flaps 
With all of the complicated linkage and hardware 
associated with the hydraulic flap system, you 
can expect to make minor adjustments to 
the system to compensate for any extra play.

Alternate airdoor linkage 
A misadjusted alternate airdoor cannot 

be detected in normal aircraft operation, 
so this needs to be checked periodically. 
The alternate air linkage, bearings, or arms 
wear over time, causing the door to remain 
partially open in the primary position or 
to not close fully in the alternate position. 
Either of these conditions can result in dirty 
air or ice entering the engine. If unresolved 
over a long time, the flapper valves can 
lose pieces, which can then enter your 
turbochargers. Piper Service Bulletin 961 is the 
best resource for a mechanic trying to properly 
adjust or assemble the alternate air linkage. 

Cabin
Seatbacks 
If your seatbacks creep back when leaned 
against or will not return to an upright position 
after use, they need to be adjusted. They 

have an adjustment mechanism, so this is 
not difficult. 

Window shades 
If your window shades will not stay in the 
stowed position, you can increase the tension 
on their draw strings. 

Card table 
To prevent the card table from creeping up out 
of its holder in turbulence or in descent, extra 
tension can be added to the retract springs. 

As long as your plane is flying and parts are 
moving, components will require periodic 
adjustment. As with other maintenance tasks, 
tending to these adjustments will help prevent 
costly repairs and ensure safer operation. 
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by Gary Burdsall

Simulator Training
Training Scenarios

Gary Burdsall

Gary holds an ATP Multi 
Engine Land type ratings in 
Lear Jets, King Air 300 and 
BE 199 Aircraft, Commercial 
Rotocraft-Helicopter and 
Single Engine Lane and 
Instrument Certificates. He 
also holds Flight Instructor, 
Instrument Instructor, Multi 
Engine, Single Engine and 
Rotocraft-Helicopter. He 
has over 11,000 hours and 
is the former President/
CEO of an air carrier/air 
ambulance company. He 
has served as Director of 
Flight Operations, Chief 
Pilot, Company Check 
Airman and Aviation Safety 
Counselor. Gary has been 
in aviation for over 30 years 
working for corporate 
flight departments, 135 air 
carriers and owned his own 
business. He joined SimCom 
as Training Center Manager 
for Vero Beach in November 
of 2004.

Art Imitating Life
Many scenarios played out in a simulator 
can and sometimes do become reality. We 
have noted in previous columns that one big 
advantage to an aircraft-specific simulator 
is that you can experience events that are 
impossible to duplicate safely or economically 
in the aircraft. These include hot starts, engine 
failure, electrical failure, fuel starvation, 
landing gear failure, instrument failure, and 
icing. In addition, you can fly enough low IFR 
approaches to become truly proficient with 
your aircraft and equipment, without having 
to rely on Mother Nature to cooperate during 
the time you set aside for training. Attempting 
to simulate some of these failures in your 
aircraft would in many cases be hard on the 
equipment and foolishly dangerous. When 
faced with a challenging flight, I find comfort 
in knowing that my last simulator session 
prepared me well for what may lie ahead.

Here is a conceivable scenario. You have 
begun a descent to the airport, preparing 
for the arrival and approach. You have a 
certain sense of exhilaration: this is what 
the whole piloting experience is about, your 
skills and training coming together like a 
symphony. You are comfortable and at ease 
as you prepare by checking your weather and 
reviewing your approach charts. The precision 
performance of the Meridian’s advanced 
avionics and autopilot gives you a pleasing 
sense of control. You sit in your saddle with 
arms folded feeling that mastery of man over 
machine. As you descend into the night and 
through the weather towards your destination 
at an indicated ground speed of 270 knots, 
you know this is one of the most remarkable 
experiences a person could ever have. 

Sinking Feeling
Just as you think life can not possibly get 
any better, “stuff happens.” You notice that 
the Attitude Failure and Heading Failure 
indicators are on. You are staring right at 
them and all of a sudden that comfortable 
feeling is gone. And if that were not enough, 
you are now hand flying your aircraft because 
the autopilot kicked off. There is a slight 
bump in your adrenalin and you feel a little 
dryness in your throat. After a brief moment 
of denial, you realize there is something 
seriously wrong with your trusty steed. 

You immediately think of the people sitting 
next to you. Only you know that things are 
not going as planned. You want to remember 
the immediate and proper response to this, 
but for some reason your mind is drifting into 
the 400 and ½ mile weather that is awaiting 
you in about 10 minutes. This cloud of 

indecision is hurting and your mind is racing 
for a plan. 

Saving the Day
Then you realize that this is exactly what 
happened in your last simulator session. 
You feel the curtain of uncertainty yielding 
to the clarity of what to do next. First, as 
always, fly the aircraft. Then tell ATC you 
have an instrument problem and need time 
to diagnose and resolve the issue. They will 
assign you to a safe altitude and give you 
some space and time, and if they do not, 
demand what you need. Next you refer to 
your Piper Emergency Procedures Checklist 
under the section concerning Avionics 
System Failure and go about resolving 
the problem as you were trained to do. 

Your passengers are by now aware that 
you have a problem. However, you are able 
to effectively console them by stating with 
assertive confidence, “This is a not a big deal. I 
have dealt with this before.” You can add “in the 
simulator” if you feel the need to be perfectly 
honest, but that might be more information 
than your passengers wanted to know.
 
After addressing the anomaly you continue 
to your destination and shoot a perfect ILS to 
landing. On the ramp you have this incredible 
feeling of accomplishment and sense of victory 
over adversity. All that time in the box at the 
training center just paid off at one million to 
one. For every minute you may have disliked 
that thing, you now feel like hugging the old lug. 

Mirror Image
Another advantage to simulator scenario 
training is that lessons can expose a weak 
link in a pilot without endangering personnel 
or equipment. The pilot can then work on 
that specific area of weakness until the 
necessary skills become second nature, 
strengthening the over all chain. Being smart 
and careful in an emergency is paramount. 
Nevertheless, some scenarios require rote 
reflexes to survive the worst situations. 
Scenario training can reinforce those reflexes. 

In an odd paradox, the simulator allows for 
real actions that can only be simulated in the 
real airplane. Think about that mind-twister. 
I remember a story, perhaps apocryphal, 
about a pilot that trained in his aircraft for 
engine failure after V1. He trained to develop 
the proper reflexes during an emergency by 
touching each item on the throttle quadrant 
and calling out the appropriate action. When 
this pilot had a real engine failure immediately 
after take off, he indeed called out the action 
and touched each item, just as he had been 
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trained in the aircraft. Unfortunately, that is 
all he did, failing to actually execute any of 
the action items, a motion that was not part 
of his training. This story apparently did not 
have a happy ending. A pilot training in a 
simulator would have safely practiced the 
entire procedure by actually pulling the throttle 
to idle, feathering the propeller and cutting off 
the mixture. Those real actions would have 
then been part of the pilot’s rote reflexes.

Lowest Denominator
A person typically does not rise to the occasion 
of an emergency, but instead sinks to the 
lowest denominator of his training. When 
emergencies occur a pilot’s primitive survival 
mode kicks in with a big shot of adrenalin. 
This physiological reaction can interfere with 
his normal thought process. By training in 
a realistic environment of sight, sound, and 
feeling, his mind will recognize the situation 
and not be as alarmed or surprised simply 
because the scenario is familiar. This mental 
recognition tends to lower the anxiety and 
threat level, allowing the pilot to perform 
more confidently and deliberately. This is 

why the military is now training with combat 
simulators to condition soldiers into a mode 
of proper reflex instead of fearful reaction.

Lower Costs
Periodic simulator-based training helps reduce 
risk. No one knows this better than insurance 
underwriters. Insurers generally assess a 
lower risk to those pilots who receive routine 
recurrent training, whether in an airplane or 
simulator. Beyond a certain level of aircraft 
sophistication, in-aircraft training becomes 
somewhat rare: anytime a simulator program 
is available for a specific type of high-end 
aircraft, underwriters will usually require 
insured pilots to attend at least once every 
12 months. Experts in the industry know that 
risk of an accident is lowered dramatically 
with such training, allowing insurers to 
provide a quality return to their investors. 
When this happens everybody wins. The 
cost of insurance remains affordable and 
we end up with a safer aviation community. 

Overall improvements in fleet safety often 
translate into improved insurance benefits for 

everybody, although rates are a calculated 
gamble for the underwriters as there are no 
guarantees. If I were a betting man, I would 
put my money on the pilot who regularly 
attends simulator-based training. Of course 
I am highly biased in my position, and I 
understand and respect the notion that 
others equally value in-aircraft training in 
the PA46. MMOPA members are indeed 
blessed with a stable of highly qualified 
instructors who do wonders in the airplane. 

Think about if you were going to pick a pilot 
to fly your family around. Which one would 
you pick, the pilot who has a couple hours of 
training each year in the aircraft or the one who 
gets recurring simulator training with realistic 
emergency and weather scenarios? This is in 
fact the question that an aviator should ask of 
himself. I know that when I attend simulator 
training I am making my best effort to maintain 
my proficiency and perform at the highest 
safety standards set by our aviation community. 
That is my perspective, even if biased. 
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by Thierry Pouille

A Journey to Merida
The Gateway to the Mayan Culture
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While the PA46 is a wonderful business tool, 
the aircraft is also well-suited to transport 
pilots, family and friends to destinations and 
opportunities not otherwise accessible to 
ordinary holiday travelers. This new column is 
dedicated to bringing you a bit of international 
flavor, with specific recommendations on 
where to fly your Malibu, Mirage, JetProp or 
Meridian, to places beyond the routine. I will 
share with you my experiences, adventures 
and misadventures in flying to foreign 
destinations located close to the U.S. shores. 
To inaugurate the series, I have chosen 
Merida on the Yucatan peninsula of Mexico.

Documentation
From my experience flying abroad, I highly 
recommend that you copy your pilot 
license, registration, medical certificate, and 
airworthiness certificate. Copy the passport of 
each one of the passengers and crew aboard 
your airplane. Also, copy the front page of your 
insurance policy showing that you are covered 
for flying to Mexico and Central America. If 
your primary policy does not include such 
coverage, contact your agent. Most policies 
can be modified for a small fee. For all of these 
documents, bring several copies that you can 
leave with the authorities if required to do so.

Obviously, you need to carry original 
documents with you, but making duplicate 

Thierry Pouille

Thierry (Terry) Pouille is 
president of, and the 
leading force behind, 
Air Journey LLC. 
He personally organizes 
every excursion, and 
always looks for new 
ideas, new places to visit 
and new destinations. 
Thierry has accumulated 
34 years of flying, in which 
time he has flown to most 
of the Caribbean Islands, all 
of the countries of Central 
America and many countries 
in Europe. He owns a trusty 
Beech Baron E55 that 
takes him to many of these 
foreign lands. He is an avid 
photographer. Thierry 
can be reached at 
Thierry@AirJourney.com

copies will ease the entry process abroad and 
will expedite the requirements of Customs.

My second high recommendation is to order 
the Latin American trip kit (AMEX0446) 
from Jeppesen. This is the only choice for 
approach charts to Mexico. In addition, 
secure ONC charts (J-25) keeping in 
mind that the ONC will help you visualize 
the terrain, towns, and major roadways. 
Remember, though, that these charts have 
not been updated in many years and should 
not be used for low flying: new restricted 
areas or electric lines will not be shown.

Before you leave, make yourself familiar with any 
website that can provide weather information 
for your route of flight and destinations. 
ADDS is a great site, and is constantly 
improving (http://adds.aviationweather.noaa.
gov/metars/). Of course, you are welcome to 
visit the Air Journey weather link, which will 
provide you with Mexican radar information.

How to Get There
The official name of the field at Merida is 
the Licenciado Manuel Crecencio Rejon 
International Airport. The identifier is MMMD 
(most airports in Mexico start with MM).

From east of the Mississippi, I would use 
Key West as the departure airport. The 

Religious ritual was elaborate and imposing, with frequent festival occasions in honor of the gods of the winds, the rain, the cardinal 
points, the harvest, of birth, death, and war, with special honors to the deified national heroes Itzamn and Kukulcan.



Blossom on tree of Chinese Hat Plant.

Small Warrior Temple.
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airways linking Key West to Merida track 
488 nm, with a MEA of 4,000 feet. Option 
two is a route closer to the shores of Cuba, 
with an over flight of Cancun. This would 
add 50 nm compared to the first route.

From west of the Mississippi, Brownsville, TX 
is the best gateway airport, giving you two 
choices. A straight line over the Gulf of Mexico 
to Merida will show a total of 515 nm, with 
a MEA of 15,000 feet. A more conventional 
route would be to follow the shore of the 
Gulf of Mexico to Veracruz, bringing the 
total to 820 nm with a MEA of 4,000 feet. 
ATC coverage is excellent the entire way on 
the four routes mentioned above. There is a 
fifth choice, which is a straight line between 
New Orleans and the Merida airport. The 
distance is 525 nm with a MEA of 15,000 feet.

When You Get There
The airport offers two runways, both more 
than long enough: one is 10,499 feet and the 
other 7,545 feet. You have a whole range of 
approaches from ILS to VOR. There is also a 
STAR and SID. The airport is easily identifiable 
and similar to what you have in the U.S., with 
exception of the lack of radar. ATC’s command 
of English is excellent and should not 
present any particular problem for IFR pilots.

On the ground, Merida offers a full service 
FBO under the name of ASEUR, which 
offers in-house Customs and Immigration. 

The Terrace at the Hacienda Temozon in Merida. In Chichen Itza Mayan Pyramid of 
Kukulcan – The Castle.

Ball Ring of the Ball Court in Chichen Itza.
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Journey to Merida
(continued)

If required, covered hangar space and maintenance facilities are 
available. FBO gas and service fees can be paid with a credit card. As 
of January 20, 2006, the cost of a gallon of jet fuel is $2.935. The airport 
is secure with a fence and does not present any security concern. For 
a fee, the FBO will file your flight plan and give you a weather report 
for your next destination. And while you do not have to hand cash out 
to get your flight service, you will be charged a Mexican ATC facilities 
fee, which costs about $80 for each visit to Mexico or $200 for an 
annual pass (similar in concept to our Customs decal in the U.S.)

The Customs experience here is interesting, as those who have 
been to Mexico may know. When you walk to the Customs facility, 
inside the building sits a street traffic light, with three working lights: 
red, amber and green. The Custom’s officer will ask you to press 
the button. If green lights up, you are free to go; if orange lights up, 
they will ask you questions; if you get a red light, you will be asked to 
open your suitcase. The experience is harmless, with nothing to fear.

Where to Stay
Numerous hotels are available in and around Merida. Having traveled 
throughout many countries in the world, my personal taste and 
challenge has been to find the best-kept-secret accommodations at 
the chosen destination. In this case, the Mexican Yucatan peninsula 
has many wonderful haciendas that are poorly known to the general 
public. These are the converted private homes of landowners, 
who typically would be growing crops such as sisal or cotton. My 
recommendations for the Mexican peninsula are the Hacienda 
Temozon, Hacienda San Jose or Hacienda Uayamon. Reservations for 
all of these can be made through Starwood Hotels at 888-625-5144.

The Hacienda Temozon is located not only at the heart of the Mayan 
countryside but also at the gateway to the Puuc sites of Uxmal and Kanah. 
This 18th century hacienda has been transformed into a small luxury 
hotel. The Hol Be Spa offers a relaxation area overlooking the tranquil 
swimming pool and lush tropical gardens. Recreation includes tennis, 
swimming, horseback riding, and archaeological walks. The Temozon Hacienda Temozon.
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Restaurant offers a blend of regional and 
international cuisine. Most of the ingredients 
are organic and come from the gardens.

Hac ienda  San  Jose  i s  a  res to red 
nobleman’s estate dating back to the 19th 
century. All of the rooms lie around an 
impressive courtyard. The restaurant is 
located within the old factory buildings and 
overlooks the breathtaking main gardens.

The Hacienda Santa Rosa de Lima lies 
on a road between Merida and Progresso 
in the village of Grenada. An original 
18th century building, it is surrounded 
by spectacular grounds. Recreat ion 
includes horseback riding and bicycles.

The Hacienda Uayamon was built in 1700, 
preserving for us a perfect example of 
colonial architecture with high ceilings, 
elegant décor and spacious public areas. 
The hacienda is comprised of 10 casitas, 
which are individual houses along a tree 
lined road. They were originally built for 
the elite of the hacienda staff during the 
19th century. Each of its twelve luxurious 
freestanding casitas features exquisite 
accommodations, a terrace and private garden.

Other hotels worth mentioning if none of the 
above captured your fancy are the Hacienda 
Xcanatun and Hacienda Chichen Itza. All 
of these can be checked out on the web.

What to Do
Merida is the perfect gateway to visit the 
ancient sites of the Mayan culture, from 
the well-known and well-visited Chichen 
Itza to the less traveled sites of Uxmal and 
Kanah, and many other smaller sites close to 
these hotels. A visit to Merida would not be 
complete without a visit to the caves of Loltun 
and a swim in the one of the many Cenote, 
which are deep freshwater reservoirs that 
had religious significance in Mayan times.

The currency used in Mexico is the peso, 
but U.S. dollars are widely accepted. I would 
highly recommend taking small bills with you.

Traveling around this area can be done best 
via rental car. Of course, in Mexico, they drive 
on the same side of the road as in the U.S. 
Numerous car rentals are available with air 
conditioning and automatic transmission. 
The roads are in good shape, and most 
tourist locations are easily accessible.

Return Process
When departing Merida to return to the U.S., 
you will have to file an international flight 
plan, which the FBO will most likely help 
you fill out. You can choose IFR or VFR, but 

remember that in both cases you must call 
U.S. Customs at your airport of entry to advise 
them of your arrival. Be sure to get a two letter 
identification code from the Customs agent 
you speak to as confirmation of your call. U.S. 
Customs wants at least one hour’s notice of 
your arrival. The time you give them is good 
for one hour before and one hour after: that 
is your landing window. If you fly back VFR, 
remember to secure a squawk code from ATC 

(above) Bats in Loltun Cave.    (below) The Castillo in Chichen Itza.

before entering the ADIZ. If you fly VFR, do not 
forget to close your flight plan upon arrival.

Flying to foreign lands requires more planning 
than a typical hamburger run. But flying 
across the border is not difficult, and being 
willing to so opens up an entirely new world. 
The PA46 is a fantastic airplane in which 
to explore distant lands. The world awaits.
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Robert Mills
_______________________________

Robert Mills is a consumer class action 
attorney with his own law firm, which 
helps support his lifelong commitment 
to mountain climbing and hiking. Born 
in North Carolina, he went west and 
graduated with a philosophy degree from 
U.C. Berkeley. Robert bought his first 
airplane in 1998, a new Saratoga, but soon 
moved up to a new 1999 Mirage, which 
has now been to 49 states and 15 foreign 
countries. 
Robert and his wife Miriam, who have 
three children, currently live in Kentfield, 
California, near San Francisco. Miriam 
refers to the Mirage as “the Fox”, after 
the call sign, and says that she is pleased 
that Robert’s mid-life crisis led him to an 
aluminum mistress that, at more than two 
tons, makes her feel svelte by comparison. 

Part II
      by Robert Mills

End of the Earth 
I last left you in the city of Ushuaia, half-way into our 
33-day transcontinental adventure, after landing at the 
southernmost commercial runway in the world, 9051 
miles from home as the crow flies. We were greeted by a 
brief patch of good weather and blazing fall colors, which 
quickly gave way to a brewing storm shortly after our 
arrival. We spent the night in a ski resort in a driving snow, 
remembering that eleven thousand miles of adventure 
still lay ahead, as we would not be flying like crows. In 
our group were Fred and Nancy Gillick from Chicago, in a 
Piper Chieftain Navajo N2584Z, Jim and Ann Young, from 
Colorado Springs in JetProp N85RT, and Art Augustensen 
in Mirage N97AA. Flying with Art was our guide from Air 
Journey, who you will recall is Jean Pierre Arnaud, an 

enthusiastic French expatriate known affectionately as 
JP. I was flying with my wife Miriam in our 1999 Mirage.

The following morning greeted us with overcast skies. 
The snow had stopped falling but we were not in the 
clear: despite earnest promises, there was no avgas 
at Ushuaia. Once again JP came to the rescue with 
his fluency in Spanish, English, and Portuguese. After 
anxious satellite phone calls, JP located gas at Rio 
Grande, a small town with an IFR airport on the Atlantic 
side of Tierra del Fuego about 89 nautical miles away. 
We headed there, breaking out into sunshine climbing 
through 11,000 feet. The wind had died down upon our 
arrival but the approach put us back into dense dark 

Still Belching Volcano on Montserrat

Malibus Around
The Horn

cont. page 48 
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clouds in which we rapidly accumulated clear ice in 
moderate turbulence. On the ground in Rio Grande 
I discovered that because the ice was so clear and 
nearly invisible, I had accumulated much more than I 
had realized. The temperature on the ground was at 
freezing so the ice was not melting. I pried long semi-
circular blades of ice off the leading edges and handed 
them out to the amused line crew as souvenirs. 

Rio Grande was used as a staging area for the 
Falklands War in the 1980’s. The airport was scattered 
with ruins and dilapidated buildings. We were directed 
to taxi down a narrow, weedy concrete path away from 
the FBO to a rundown building with an agricultural 
tank on wheels sitting nearby in the bushes. Our 
avgas was in that tank, which we approached with 
some trepidation. The tank was hooked up with 
jerry-rigged jumper cables attached to a make-shift 
electric pump connected to a garden hose. Rube 
Goldberg would be proud. When I sump pumped the 
wings, the gas was greenish and a touch murky. That 
confirmed that my $5.04 per gallon purchase also 
included a generous amount of water. After a lengthy 
run-up during which the greenish gunk appeared 
to actually burn, we launched into the gray muck. I 
picked up a huge, heavy load of clear ice in only a 

The Gang Poses During Tour 
of the Amazonian Jungle
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few minutes. At full power I was barely climbing when I 
finally broke out. Despite temperatures below freezing, 
the ice sublimated quickly in the strong sunlight on top. 

Turn Northward
Climbing high in a tailwind, we zoomed north up the 
Atlantic coast to refuel at the legendary airport in Trelew, 
Argentina. The airport is famous for being the former 
home base of Antoine de Saint-Exupery, a pilot adventurer 
and best-selling author of Night Flight, which chronicles 
his harrowing airmail deliveries through the Andes. 
The weather cleared and we flew on through sparkling 
skies with views to the left of the Atlantic and to the 
right of the distant Andes near the west coast of Chile. 

About 200 miles out from Buenos Aires, Jim, flying ahead 
in his JetProp, reported lightning on his sferic. We all 
dismissed this at first. How could there be lightning? The 
sky was clear to the horizon in every direction. But soon the 
top quadrants of all of our Stormscopes® were showing 
popcorn at 12 o’clock. Then gradually, on the far horizon, 
we could make out tiny white lumps. I watched with a pit 
in my stomach as they slowly morphed into towering level-
five thunderheads flashing like Christmas tree ornaments. 
Soon, ATC told us that there were cells directly over the 

Thundering, World-Heritage 
Iguaçu Falls on the Brazilian Side

The Meeting of the Waters, 
Amazon River
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airports in Buenos Aires. We grabbed the 
charts and quickly made contingency plans. 
But we got lucky. By the time we arrived at 
our destination GA airport near downtown, 
the boomers had dumped lots of water on the 
runway but the storms were now north of the 
city parked over the huge Rio de la Plata delta. 

The approach into Rio’s downtown Santos 
Dumont airport is jaw-dropping and dramatic. 
Imagine the best of Meiggs, Aspen, and 
Mammoth Lakes with a touch of Honolulu. 

The approach descends suddenly from an 
MDA of 12,000 ft, passing low over the high 
mountain ramparts guarding the city. Then the 
land suddenly drops away. Below are thickets 
of gleaming white buildings tucked against the 
steep mountainsides. The approach calls for a 
9000 ft. drop in 13 miles. You swoop down over 
towering granite spires, fly over the famous 
wide beaches and blue coves full of yachts, 
descend low over the downtown skyscrapers, 
and then circle to land over the water. 

The DME arc approach was supposed to 
take me 10 miles out, but when a blindingly 
close lightning flash lit up my windshield, I 
freaked. I turned in short and slam-dunked 
the approach to minimums and landed. 
The local airport did not have radar. I never 
violated MDA, and ATC never said a word.

Under Arrest
Arriving earlier, Jim had flown to minimums, 
could not see a thing, suffered several system 
failures, went missed, and then landed 12 
nautical miles away at our filed alternate, 
the downtown international airport. When 
he taxied to the ramp the tower told him he 
was under arrest because only twin engine 
jets could land at that airport. He was forced 
to sign a confession in Spanish before they 
would let him leave. The next day JP and our 
local ground handler smoothed things over 
with some apologies and the remarkably 

calming effect of a few Yankee dollars handed 
over as a “fine.” After the cash changed hands, 
with smiles all around, Jim was allowed to 
leave and join us at the GA airport. But he 
was not alone. Sitting in the right seat was a 
local pilot paid to supervise the flight. While 
the copilot had all the “proper” licenses he 
could no more fly a JetProp than sing soprano 
in the opera. But Jim did make it back. 

R&R
Taking a break from the brutal business of 
adventure travel, we took the next three days 
for R&R. We all delighted in the pampering 
of the luxurious Alvear Palace Hotel, the 
finest in Buenas Aires. We were joined by 
two Argentinean friends of ours, Eva Murillo 
and her lovely daughter, Lujan, who live in 
Cordoba. With a cosmopolitan population of 
15 million, Buenas Aires feels and looks like 
a European city. About 99% of the population 
is of western European origin, mostly Italian. 
As you walk down broad, tree-lined avenues 
reminiscent of the Champs-Elysées, the city 
evokes the best of the New World and the Old. 

Here, Fred and Nancy received dreadful news. 
A routine oil change discovered that one of 
their engines would have to be replaced. 
Sadly, they could not complete the trip with 
us. They ordered a new engine to be shipped 
to the FBO and arranged for the FBO to install 
the new powerplant when it arrived. Then they 
booked a non-stop round-trip flight to their 
home in Chicago. When the new engine was 
installed a few weeks later, they flew back to 
Buenos Aires and completed the balance 
of the trip returning up the Brazilian coast. 

After a dazzling late-night tango show, 
fabulous dining, and a tour that included the 
presidential palace and Eva Peron’s tomb, we 
took a boat up the Rio de la Plata to Iguaçu 

Majestic 3300’Angel Falls, 
Canaima N.P.,Venezuela

Amazingly, even today, the vast Amazon 
region is still literally uncharted wilderness.
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Falls, designated as a World Heritage site. 
Due to drought conditions the vast complex 
of 267 waterfalls was low, but still impressive 
at 20 times the size of Niagara Falls. We 
toured the local jungle, sighting monkeys, 
taking pictures of huge colorful butterflies, 
and petting the many friendly quatis, a 
cuddly local creature that looks like a cross 
between a raccoon and an anteater. The next 
morning we took the boat under some of 
the smaller falls, getting delightfully soaked.

Brazil Bound
The next leg took us to the Brazil’s capital 
of Brasilia, a planned city with unusual 
architecture plopped down in the interior 
highlands. From there we headed northeast 
to remote Alta Floresta in the Amazonian 
basin to refuel before flying over the jungle 
to Manaus, a thriving city on the banks of 
the Amazon. Amazingly, even today, the 
vast Amazon region is still literally uncharted 
wilderness. The relief maps and aviation 
charts for this area are mostly blank. They 
denote only the “approximate alignment” of 
rivers and depict virtually no roads. The maps 
warn that the “relief data are incomplete,” 
and provide only an overall elevation that 
is “believed to be” the highest elevation of 
terrain. We flew more than one thousand miles 
over this unmapped Amazonian wilderness 
before and after Manaus without seeing a 
single road or human structure, only flat green 
jungle canopy and, of course, endless rivers. 

Manaus is where the Rio Negro, a warm, 
deeply acidic, reddish-black river originating 
in Columbia, meets the cold, alkaline, 
chalky-yellowish Amazon originating in 
the Peruvian Andes. Appropriately enough 
this confluence is called “the meeting of 
the waters.” The difference in the color 
and temperature of the waters is dramatic, 
which we experienced just by dipping 
our hands in the water during a boat tour. 

The Amazon River is bigger in terms of 
volume than all of the earth’s next 10 largest 
rivers combined. At Manaus, 1400 miles 
upstream from its Atlantic mouth, the river 
is still so wide the other side can barely be 
seen. We explored the nearby jungle by 

boat and toured the local markets and opera 
house. In the squalid slums of Manaus, 
we witnessed young children playing in 
incredibly polluted water. Yet, even the 
poorest people appeared to have enough to 
eat. The local diet consists of fresh fish and 
fruits and vegetables. In the marketplaces 
and streets in Manaus, the people looked 
lean but vibrantly healthy. This we found 
to be in fascinating contrast to the pasty-
faced obesity we so often see back home. 

Storms Ahead
Leaving Manaus, we flew into dark bumpy 
rain clouds, remaining IMC for an extended 
period. Jim and Ann, in their JetProp, flew 
above and around the weather, while Art 
used his radar to avoid the areas of heavy 
precipitation. My radar had failed. As we flew 
along, the clouds suddenly grew ominously 
dark. Still, we saw no indications of lightning 
on the Stormscope®. Then the clouds grew 
darker still. Those of you who have had this 
experience know what comes next: first, heavy 
rain, then hail. Marble sized ice-balls sand-
blasted the windshield and leading edges 
(actually scouring off paint and damaging 
the intake). The sound was horrendous, but 
even worse was that sudden translucent flash 
of light. My heart leaped into my throat: we 
were flying into an embedded thunderstorm. 

Should this happen to you, the correct course 
of action is to lower the gear, slow to 100 knots, 
and fly straight and level, taking whatever 
altitude nature mandates, maneuvering only 
to keep the wings level. Instead, I hit heading 
mode on the AP, and turned 90 degrees left. A 
moment later we were hit by an ice avalanche. 
A wall of larger hail slammed into us with a 
roar. At the same moment turbulence kicked 
us so hard the autopilot was knocked off. 
I wrestled with the yoke but the plane was 
dangerously close to being out of control. 
My wife shouted, “What’s happening to us?” 

At the same moment, JP and Art, who were 
having their own troubles, called on the air-
to-air to inquire how things were going for us. 
As I keyed the mike, another gust kicked us 
and I could only meekly squeak “not good.” 
The plane nearly rolled inverted. I felt as if we 

cont. page 52 
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were flying into a tornado. When things did 
not improve, I remembered that the lines of 
cumulous clouds I had seen earlier, before 
we went IMC, were perpendicular to our flight 
path. I now wondered if my 90 degree turn 
was the worst possible move, flying us right 
down the middle of a line of developing cells. 
I turned the heading bug another 90 degrees 
left, heading us back toward Manaus. ATC and 
JP were trying repeatedly to contact us, but 
when Miriam or I responded, our transmission 
was unheard. Then all we could hear was 
static. The Stormscope® now showed 
strikes all around our immediate position.

Several times in years past in the Midwest, 
I had become surrounded by developing 
thunderstorms. All I had to do to escape then 
was punch “nearest” on the GPS and put my 
airplane on the ground at any one of the many 
nearby airports. I hit “nearest” on the Garmin. 
The nearest airport was 206 miles away, with 
nothing but jungle between us and the field. 
That airport might as well have been on Mars. 
Landing was not an option. I grabbed the yoke 
tightly with both hands, squared my shoulders, 
took a deep breath and began chanting the 
pilot’s mantra to myself: “just fly the *#@% 
airplane, just fly the *#@% airplane.” Within 
a minute or so the clouds began to become 
brighter. Then the turbulence eased, and the 
clouds got brighter still. A moment later we 
burst into clear air and bright sunshine, spit 
out the side of a towering cumulus with a wall 
that seemed to reach into the stratosphere. 

Relief and Rendezvous
JP and Art in the meantime, having not heard 
from us for nearly twenty minutes, had begun 
to try to pinpoint our last known position and 
were preparing to initiate a rescue if we had 
indeed gone down. The relief in their voices 
when we checked in was palpable and 
endearing. We agreed on where the group 
would meet up. Many minutes passed before 
my hands stopped trembling. With little or 
no rescue assets to search for a downed 
plane, and the last known position only 
roughly estimated in uncharted, trackless 
wilderness, I had no doubt that once we 
disappeared beneath the triple canopy jungle 
foliage below us, we would never be found. 

The thunderstorms were isolated for the 
remainder of that leg. We landed in calm 
clear conditions in Ciudad Guayana, in the 
middle of Venezuela, in mid-afternoon. After 
refueling and customs, we immediately took 
off together and flew back south, VFR, low 
and in close formation up the spectacular 
Carraro river canyon. This was one of our 
most delightful legs. We glided over a huge 
reservoir and then banked and weaved 
up the white water river amidst desolate 
landscape that seemed to be the result of a 
mating between Yosemite Valley and Sedona, 
Arizona. We landed in late afternoon in the 
remote highlands of southern Venezuela at 
a tiny airstrip next to waterfalls in Canaima 
National Park. The locals quickly whisked us 
up-river in outboard-powered dugout canoes 
to a primitive jungle resort on the riverbank. 

Falling Angels
By 5 a.m. the next morning we were in 
tippy dugout canoes zooming up river in 
a cold rain in total darkness. Over the next 
four hours we roared 50 miles up river, 
surging over class three whitewater rapids 
to Angel Falls. Named after Jimmy Angel, 

the American pilot who discovered them, 
Angel falls are the highest in the world. 

I noticed coming up river the absence of 
virtually any tourist infrastructure here. Indeed, 
one of the few small tourist shelters we had 
passed was completely empty. On land, as we 
ascended several miles up the steep trail to the 
base of the falls, I asked one of the guides why 
so few people came to see this magnificent 
place. “The kidnappings,” he said. “No one 
wants to come here, now.” Kidnappings? 
“Who do they kidnap?” I asked anxiously. 
“Oh, everybody,” he replied, sighing. He also 
warned me not to touch the trees to steady 
myself as I climbed because of the fearsome 
ants. Ants!? Yes, he explained, they bite you 
and communicate a disease that causes a 
sudden, dangerously high fever lasting 24 
hours. He also casually warned us about 
the various extremely aggressive and highly 
territorial poisonous snakes that make a living 
along the path. Now I had a better idea of why, 
even in the peak season, we practically had 
this entire, glorious national park to ourselves. 
The weather cleared, unfolding before 
us thundering falls flush from days of 

                       … I asked one of the guides why so few       people came to see this magnificent place. 
                          “The kidnappings,” he said. “No one       wants to come here, now.” Kidnappings?

Bahamian Islands
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unseasonably heavy rains. The scene 
was so utterly spectacular that everyone 
agreed that this was one of the highpoints 
of the entire trip. Snakes, ants, and two-
legged kidnappers were no deterrent.

Back Again
We flew back to Ciudad Guayana, and 
then headed to the coast and out over the 
Caribbean, flying up the chain of famous 
historic islands that make up the Lesser 
Antilles. Islands were marked by the cumulous 
clouds that towered above them. Airports were 
everywhere and the radio traffic was a happy 
banter of Spanish, English, French, and Dutch. 

Jim, always ahead in his JetProp, was first 
to spot Montserrat, a British possession with 
the famous volcano still belching steam and 
ash. American scientists shocked the world by 
predicting the eruption on June 25, 1998, the 
first such accurate forecast in history. When the 
mountain blew, scorching and nearly burying 
the capital city in a pyroclastic flow of lava, 
rock and super-heated gas, the 4,000 souls 
that lived there had already been evacuated, 
with the exception of 9 holdouts. Those nine 

paid the ultimate price for their stubbornness. 
We circled the island taking pictures of the 
smoking volcano and the seared, half-buried 
remains of the former capital city below. 

Within sight were Nevis and St. Kitt, two small 
islands sporting extinct volcanoes. About 300 
years ago the two islands were together the 
world’s leading producers of sugar. Today, 
the ruins of the sugar plantations have been 
converted into bed and breakfast inns. The 
39,000 inhabitants on the two sleepy islands 
constitute an independent country with 
their own flag and seat at the U.N. General 
Assembly. After many weeks of listening to 
Spanish or Portuguese controllers, we were 
shocked to hear the Nevis controller speaking 
English with a lilting East Indies accent. We 
spent two nights on Nevis, exploring historic 
ruins and pristine beaches, and recuperating 
from the rigors of our intense travel. 

The US of A
Departing from our retreat at St. Kitts-Nevis we 
flew over St. Croix in the U.S. Virgin Islands, 
then across Puerto Rico. There we asked for, 
and were thrilled to receive, vectors to take us 

low over the world’s largest radio telescope 
at Arecibo. You will know this 20 acre 
mechanical immensity built into a mountain-
top crater from the 1995 James Bond movie 
GoldenEye starring Pierce Brosnan. After 
taking in this enormous antenna we headed 
over to the Dominican Republic to refuel at 
the resort community of Punta Cana. The 
ocean there is so clear that we could actually 
see ship wrecks resting on the bottom 
along the northern coast. Near the Haitian 
border we turned north toward the Turks and 
Caicos Islands, then on to the Bahamas. We 
marveled at the pastel blue of the sea in the 
shallows near the Bahamian islands with 
sandbars and reefs clearly visible through 
the transparent waters. After a quick fuel stop 
in Great Exuma, we struck out for Florida. 
Handed off at last to Miami Center we had the 
great thrill of once again hearing controllers 
speak that familiar American English. 

As if to welcome us home, the weather turned 
crystal clear and perfect. We could see Florida 
from 80 miles out. I felt a lump in my throat, 
feeling both sad and happy. I was delighted 
to be home, and back in the wonderful United 
States, but sad that this incredible adventure 
was about to end. We watched a red oval sun 
squat for a few moments right on the sharp 
edge of the horizon and then sink from view. 
While the brilliant post-sunset colors were still 
flaming, we were cleared to land straight-in 
at West Palm Beach. As we taxied back, a 
full moon had risen out of the ocean, framed 
against the flood-light lit American flag flying in 
front of the Customs office. It was so magical, 
so perfect; the moment did not seem real. We 
wore our Air Journey T-shirts into customs, 
with a diagram of our trip route superimposed 
on a map of South America. The U.S. 
Customs officers were so amused by our 
wild, rowdy enthusiasm, and our passports 
full of stamps, that they just smiled, welcomed 
us back and waived us through. Inside the 
FBO, Thierry and Sophie were waiting to 
welcome us with chilled French champagne 
and a blown-up poster-board map of our trip. 
 
The next morning all of us shared heartfelt 
goodbye hugs as we scattered to reclaim our 
busy lives. We all felt a profound gratitude for the 
privilege of experiencing this extraordinary trip.                       … I asked one of the guides why so few       people came to see this magnificent place. 

                          “The kidnappings,” he said. “No one       wants to come here, now.” Kidnappings?

We Made It!!! Celebration in West Palm Beach
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by Chuck Massanopoli

Meridian Pitot-Static Systems:
Instrument Lifeline

Chuck Massanopoli

Chuck has been with the 
Skytech, Inc. for 16 years, 
the last five as Director 
of Service. He holds an 
Airframe and Powerplant 
license with an Inspection 
Authorization. Prior to 
joining Skytech he was a 
Maintenance Supervisor for 
a large East Coast regional 
airline for 4 years and has 
been involved with aviation 
for the last 25 years.

Anyone who has completed an IFR certification 
(FARs 91.411 and 91.413) on their aircraft has 
probably heard “your aircraft has a pitot-static 
leak.” This is not unusual on any aircraft, but 
more of a concern on pressurized airplanes: 
cabin pressure has an effect on a leaking 
pitot-static system. Most leaks are caused 
by normal aging of components such as 
seals and lines or environmental stresses 
of flight like temperature and vibration. 
In my article on Meridian aircraft in the 
fall 2005 issue, I briefly mentioned Piper 
Service Bulletin 1150. This was released 
to correct for a situation that might lead to 
leaks at the standby instruments, where they 
might not normally occur. Piper recognized 
this and made the necessary changes.

Leak Symptoms
Here I would like to discuss what might be 
observed in the Meridian if a leak should 
develop in flight. Since most leaks occur within 
the pressurized volume of the aircraft, we will 
focus on that scenario. Depending on aircraft 
serial number, the pitot-static system plumbing 
may differ slightly. Remember though that the 
pilot-side pitot-static and standby systems are 
totally independent of the copilot’s system.

If a leak develops in the static lines for the 
standby instruments (Piper SB 1150), the 
standby airspeed and altimeter will be affected, 
along with the pilot’s Primary Flight Display 
(PFD) airspeed and altimeter readings. Such 
a leak will cause the airspeed and altitude to 
deviate in a decreasing direction on both the 
standby instruments and the pilot’s PFD. A 
common source of this leak is the static drain 
on either the pilot or copilot side. The drain 
may be stuck open. This seems to occur more 
often when the carpet has been removed and 
reinstalled during maintenance. These drains 
are located at the floor level slightly forward 
of both crew seats. The plastic panels around 
the drains need to be installed so as not to 
interfere with the drain valves. The valve can 
stay open when re-installing the panel after 
maintenance, or when the pilot actuates the 
drains during the pre-flight checklist. A leak 
in the alternate pitot-static system will exhibit 
the same characteristics as explained above 
if the alternate static source is selected.

With the 550 autopilot, a static leak in the 
pilot-side system could also have an effect 

on autopilot operations. The altitude pressure 
transducer is connected to the lower LH static 
port on the belly of the aircraft. On newer aircraft 
(serial number 4697149 and up) and any 
aircraft with a MAGIC 1500 autopilot installed, 
the pressure transducer is removed. The cabin 
pressure indicator may also display erroneous 
information when a static leak occurs.

With a leak in the pilot-side pitot system, 
the airspeed on the standby airspeed 
indicator and the pilot’s PFD will deviate in 
an increasing direction. This problem could 
also be caused by stuck system drains 
as stated previously. There is one pilot’s 
pitot system drain on both sides of cockpit.

Copilot Reliability
The copilot’s pitot or static system is much 
less susceptible to leaks. There is only 
one pitot drain, located on the copilot’s 
side, and there are no static drains for the 
copilot’s system. A leak in the copilot’s 
static system will cause only the copilot’s 
PFD airspeed and altimeter to deviate in a 
decreasing direction. A leak in the copilot’s 
pitot system will cause only the copilot’s PFD 
airspeed to deviate in an increasing direction. 
Because the copilot’s system is less likely to 
develop a leak, the copilot’s PFD airspeed 
and altimeter can usually be relied upon 
to be accurate when a leak is suspected. 

Newer aircraft with the Avidyne system 
(serial number 4697198 and up) have less 
components, plumbing and drains installed 
in the system. Piper has also relocated the 
standby instruments using different plumbing. 
Both changes should make the pitot-static 
system even more reliable. The leak scenarios 
brought up earlier in this article will affect these 
newer aircraft in the same way. As with the older 
aircraft the pilot’s standby pitot-static system is 
completely separate from the copilot’s system.

If you are in doubt at all about your altitude 
and airspeed indications, contact your nearest 
Piper Service Center for an appointment so the 
system can be thoroughly checked out in a safe 
hangar environment. These are not problems 
that should be addressed by an untrained 
professional. With stricter flight rules being 
applied daily a tight pitot-static system will keep 
you out of trouble, and keep you flying safely.
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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

 Eric McCorkle
 N142EE
 Gulfport, MS
Eric is Chief Pilot for Encore Development.  He 
has over 2100 hours and holds the following:  
CFI CFII MEI Commercial ASEL AMEL AGI and IGI.

 Bradford Hack
 La Canada, CA
Bradford has over 1000 hours and holds a 
Private license with MEI rating.

 Richard Flowers
 Findlay, OH
Richard has a new Meridian.  No other 
information available.

 Bud Risser
 Clearwater, FL
Bud has over 3000 hours.  He holds SEL, SES, 
MEL, Lighter than air, and Instrument ratings.

 Malcolm Goodfellow
 N708DP
 Seattle, WA
Malcom has a JetProp and has over 1800 hours.  
He holds SES, SEL and Instrument ratings.

 Gary Crossley
 N646KC
 Liberty, MO
Gary has a new Meridian.  He owns Gary 
Crossley Ford, Inc. in Liberty Mo.

 Evan Dimoutsikos
 Chicago, Il
Evan is an Insurance Adjuster.  He has a 
Commercial license and holds the following 
ratings:  ATP-Multi CFII-MEI.

 Michael Reilly
 N840D
 Tucson, AZ
Michael has rejoined us after several years 
hiatus.  He has a Malibu and has over 1600 
hours.  Welcome back Michael!

 Steve Johnston
 Dove Canyon, CA
Steve holds ASEL and Instrument ratings.  He 
has over 460 hours.

 Will Andrews
 Nashville, TN
No information available.

 Jerry Easterling
 San Antonio, TX
Jerry is CEO of Compounding & Research 
Pharmacy.  He has a new Mirage on order and 
he holds a Private license with an Instrument 
rating.

 John Parlet
 Lake Forest, CA
John owns John’s Incredible Pizza Company.  He 
has over 800 hours and holds an Instrument 
rating.

 John Wagner
 N606WC
 Simpsonville, SC
John has a Meridian.  He has over 500 hours and 
holds SEL MEL and Instrument ratings.

 Kenneth Meyer
 Chester, CA
Kenneth has over 1500 hours and holds a 
Commercial license with ASEL, AMEL and 
Instrument ratings.

 Randy Brooks
 American Fork, UT
Randy is looking for a Mirage.  He has over 1500 
hours and holds multi engine and instrument 
ratings with a Commercial license.

 Gerry van Oortmarssen
 N403HP
 Hove, U.K.
A new member from across the pond!  Gerry is 
VP of Vector Sky Service.  He holds the following: 
CPL, IR and CFII.  He has over 6350 hours.

 Battista Locatelli
 N3111K
 Parowan, UT
Battista owns a new Meridian.  He has over 6000 
hours and has ATP, Seaplane and Instrument 
ratings.  He is a restaurant owner.

 Rich Karlgaard
 Los Altos, CA
Rich has over 560 hours and holds a Private 
license with an Instrument rating.

 Michael Hochschwender
 Akron, OH
Michael has over 300 hours and holds an 
Instrument rating.

 James Foxx
 Palm Desert, CA
James has over 1600 hours and holds an 
instrument rating.
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 Thomas Cunningham
 N85PG
 Gaithersburg, MD
Thomas has over 640 hours and holds a Private 
license with Instrument and Multi ratings.  He 
has a Malibu.

 Michael Powers
 N186PS
 Rancho Cucamonga
Michael holds ATP and CFI ratings.  He has over 
2900 hours.  He has a Meridian.

 Darrell Wilson
 1144 E. Thunderhill Pl
 Phoenix, AZ
Darrell is a business owner (Civil Engineering).  
He has over 2800 hours and lists his ratings as: 
ME, ATP, CFI, LR-Jet; LR-45 types.

 David King
 Jericho, VT
David is Contract Administrator for King 
Commercial Contracting.  He has a Private 
license with MEL and Instrument ratings.  He has 
over 2400 hours.

 Jeff Bramblett
 N213JP
 Sunny Vale, TX
Jeff has a Mirage.  He is CEO of Brumperman.  He 
has over 1400 hours.

 Christopher Sittler
 Monte Vista, CO
Christopher holds a Private license with ASEL 
and Instrument ratings.  He has over 300 hours.

 Brent Holmes
 Mattoon, IL
Brent is looking for a good Mirage.  He has 
over 1300 hours and holds SEL and instrument 
ratings.  He is an attorney.

 Kerry Downs
 N35GG
 Bend, OR
Kerry is a stockbroker.  He holds a Private license 
and has SEL and Instrument ratings.  He owns a 
Mirage.

 Denis Beaudin
 N97LL
 Avon, CO
Denis has a Meridian.  He has over 1550 hours 
and holds a commercial license and Intrument 
rating.  He is an engineer and president of his 
engineering design firm.  He uses his Meridian 
to vist their four offices in Colorado and 
California.

 Robert Willard
 N501SR
 Las Vegas, NV
Robert is the pilot for Parker Equipment Rental.  
He holds ATP, MEI and CFII ratings.  He has over 
5000hrs and flies a Meridian.

 Martin Hanwright
 Mundelein, IL
Martin is General Manager for Motorola in 
Chicago.  He has over 470 hours and holds a 
Commercial license and a MEI rating.

 Raymond Carr
 N224JJ
 Franktown, CO
Raymond has a Mirage.  No other information 
available.

 Bob Hendrickson
 Lebanon, NJ
Bob has over 1500 hours and holds a Private 
license with MEL and Instrument ratings.  He is 
looking for a Meridian.

cont. page 60 
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(continued)

 Robert S. Williams
 N110ST
 Burgaw, NC
Robert has a new Mirage.  He holds a Private 
license with and Instrument rating.
His company is Costal Instruments, Inc. who 
repair and calibrate instrumentation.

 Carl McQuillen
 Leroy, NY
No information available.

 Peter Rosen
 Tallahassee, FL
Peter’s company is P3 Development.  He 
has over 1000 hours and holds multi and 
instrument ratings.

 James P. Houser Jr.
 Charlotte, NC
James company is Compass Rose Associates, 
Inc. They deal in Commercial Real Estate.  James 
has over 1072 hours and holds a Commercial 
license with SEL and Instrument ratings.

 Perry Daneshgari
 N785PJ
 Flint, MI
Perry is President of MCA, Inc.  He has a new 
Mirage.  He holds a Commercial license with an 
Instrument rating.  He has over 2300 hours.

 Travis Holland
 N14EV
 Bellingham, WA
Travis has over 2500 hours and holds the 
following: ATP ASEL, Commercial ASES, AMEL, 
Gold Seal CFI/II/MEI.  His company has a JetProp.

 Rick Conrad
 Oxnard, CA
Rick holds SEL and IFR ratings.  He has over 430 
hours.  His occupation is “Gov’t Affairs”.

 Scott Lyon
 N1252P
 Scottsdale, AZ
Scott has a Mirage.  He has over 200 hours and 
holds a Private license.

 Thomas Taylor
 N2428Q
 Abilene, TX
Thomas has a JetProp.  He has over 1000 hours 
and holds a Private license with an Instrument 
rating.

 Hans Fuegi
 N92884
 Park City, UT
Hans has a Mirage.  He has over 2800 hours and 
holds SEL, MEL, Instrument, Commercial, SES 
and Glider ratings.

 Bill Schweiger
 N9284X 
 Spokane, WA
Bill has a JetProp and has over 1000 hours.  
He holds SEL and Instrument ratings.
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Douglas Stewart

Doug began flying in 1978 in one 
of Piper’s “Solo for $300” programs 
while in high school. But when he 
quit his high school job, flying got 
cut from the budget. He kept the 
love of flying, taking ground school 
in college. But flying was essentially 
on hold. After college, Doug joined 
Arthur Andersen and became a 
CPA. He started flying again in 1999 
and hasn’t stopped since. When 
Andersen closed in 2002, he tried a 
different firm for a few years, but in 
late 2004 he made aviation his “day 
job,” co-founding AircraftLogs.com. 
Based at KCMH, AircraftLogs.com 
is an online recordkeeping service 
for owner/operators of part 91 and 
135 aircraft. Doug is an instrument-
rated private pilot and aircraft owner 
with interests in multiple aircraft. 
He flies a 1978 Turbo Arrow III. You 
can reach him at doug.stewart@
aircraftlogs.com or 614.503.4584.

Sound recordkeeping as a critical component 
of aircraft ownership and operations is nothing 
new. But rapid changes in the owner-flown 
segment of GA, from technology to taxes, give 
new emphasis to the importance of good records.

An owner/operator has three categories of 
records to manage:

• Aircraft maintenance records:  these 
document the airworthiness, care 
and maintenance of the aircraft .

• Pilot logbook(s): these document flight 
experience and endorsements, PIC 
currency and insurance compliance

• Expense records:  these support tax 
deductions or other accounting needs

What follows are some tips and guidelines to 
help you manage your own records based on 
our experience in the record-keeping business.

Aircraft Maintenance Records
Keep Them In Great Shape 
Organized records may not make a bad aircraft 
look good, but messy or incomplete records can 
ruin the image of a good-looking aircraft. In the 
high-end aircraft market, when there are more 
than a few for sale at any time, the condition 
of the aircraft logs is extremely important. 

The views of sophisticated buyers are 
summed up in the following quotes from the 
summer 2002 Duncan Debrief, Preparing for 
and Executing a Transaction’s Main Event: 

“Shoddy, unkempt records can put 
an end to a pre-buy event.”

“An aircraft’s history begins the day 
the aircraft leaves the factory. How 
has maintenance been handled (or 
not handled)? Are the logbooks in 
order? The importance of accurate 
records cannot be overstated. In 
fact, if the success of a pre-buy could 
be predicted, it could often be based 
on one item – the condition of the 
aircraft records.”

“Organized and complete records 
indicate that the aircraft  has 
probably been handled in the same 
careful manner. Sloppy, missing or 
unorganized records could mean 
that maintenance was handled in a 
haphazard fashion.”

What You Need to Know
by Douglas Stewart

Recordkeeping

Review Them Yourself 
You or your broker went through your 
aircraft records once, when you purchased 
the aircraft, making sure nothing raised a 
safety concern or price question in your 
mind. That may have been a long time ago.

You should periodically review your logs and 
become familiar with the contents. Make 
sure “it’s all still there” and that nothing has 
been misplaced or overlooked. Read the last 
several entries: do not just skim over them. 
As you look over the logs, ask yourself these 
questions: Do they look as impressive as your 
aircraft? Do they reflect an aircraft properly 
cared for?  Every aircraft has something 
in its logs that will raise a few questions. 
What are yours? You are better off getting 
the answers before a potential buyer asks. 
Keep Them Safe: Records Are Not Insured 
Typically, aircraft maintenance logs will not 
be insured under an aircraft, homeowner’s, 
or business policy. Likewise, they will not 
be covered by an FBO’s policy. So if the 
records are stolen, lost, or burned, the 
associated aircraft value will likely be affected.

In some cases, a “valuable papers” provision 
may exist in a homeowner’s or office policy. 
But remember, these provisions generally 
only reimburse the policyholder for costs 
associated with restoring the records. Unless 
the aircraft logs can be restored in full, 
the owner will likely incur financial loss.

In the business jet market, a common 
practice is to mitigate this risk with backups 
and maintenance programs, because the 
financial loss could be astronomical. With 
the sharply increased value of new GA 
aircraft and the emergence of practical 
recordkeeping solutions, that same behavior 
is increasing seen in the owner-flown market.

Maintain Backups 
You should have backup copies of your aircraft 
logs available, either electronic or paper. Keep 
them in a safe location. How much of a loss 
you will suffer if you lose records varies with the 
value of the aircraft, the extent of the missing 
records, and how long ago they were lost.

Your aircraft records are updated each year 
with new entries. While you can not do 
much about the prior entries in your logs, 
you can control the new ones. Ask your 
maintenance providers if they retain copies 

cont. page 64 
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AIRCRAFT TRAINING SERVICES, LLC.

Tom Deutsch Certified Flight Instructor since 1972 (34 years)
Owner/Instructor Over 18 years flying and teaching in PA-46 s

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

MALIBU, MIRAGE JETPROP 
& MERIDAN

TRAINING

Insurance Approved

INITIAL & REFRESHER COURSES 

(913) 441-7820 • (913) 908-7752
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Recordkeeping
(continued)

of the log entries they generate for you. If 
something happens to your logs, they are 
one of the first places you should go for help.

Owners with turbine aircraft have moved into 
the arena of “life-limited parts,” which ups 
the ante for recordkeeping a little bit. Life-
limited parts have mandatory replacement 
limits (FAR 43.10). If you are unable to 
substantiate the time/cycles on a life-limited 
part, that part will not be deemed airworthy. 
If you lose those records, the “worst case 
scenario” requires you to replace a potentially 
expensive part. Hopefully you could recreate 
the necessary records and/or recover missing 
information from your maintenance providers. 

Watch the IFR Certification 
We have seen a few common areas where 
recordkeeping practices among owners 
need some improvement. One of these is IFR 
certification.  To fly IFR, an aircraft must have the 
transponder, altimeter and pitot/static systems 
checked every 24 months under FAR 91.411 
and 413. Since this is not always performed 
as part of an annual inspection, these are 
easy to overlook.  Check on your aircraft. 

Pilot Logbooks
Your pilot logbook is entirely under your control, 
and you should keep it current. In addition to 
documenting that you are legal to fly under 
various PIC conditions, your pilot logbook 
is also the primary tool for documenting the 
business use of your aircraft for tax purposes.

Document Your Holds 
The “six in six” PIC requirements for IFR 
operations are well-known among instrument-
rated pilots. You must have six instrument 
approaches performed in the last six 
months to be “legal” (or you will need an 
instrument proficiency check). What is not 
as well-known is that you must also have 
performed holding procedures in that six 
month period (FAR 61.57 (C) and (D)).

If you are flying enough that achieving 
“six in six” is not a concern, the odds are 
that you have flown holding procedures in 
that timeframe as well. However, our office 
frequently finds that holds are not documented 
in pilot logbooks. The reason? They are easy 
to forget. Typically no special column for 
holds is set aside in a paper logbook. You 
must put them in the “remarks” column. We 
frequently bring this point up to new customers:  
make sure you document your holds.  

Does Someone Else Fly Your Plane? 
If someone other than yourself flies your 
aircraft, they are probably a “named pilot” 
in your insurance policy. If they are not, but 
are flying the aircraft under the “open pilot” 
clause, be careful. Have you visually reviewed 
the logbook of the pilot in question? Your 
“open pilot” clause may reference “logged” 
hours, because the logbook is often the 
only proof of experience. Be certain your 
pilot has documentation that fulfils your 
policy’s requirements.  If a pilot is flying your 

aircraft under the open pilot clause, and an 
insurance claim occurs, you may not be 
covered if he or she cannot produce the 
required records.   A case worth reading is 
Potter v USSIC, Arizona Court of Appeals, 
in which coverage was denied because the 
experience of the pilot could not be confirmed 
through review of logged time in type.

Expense Records and Taxes
Two recent and significant tax developments, 
the Jobs Creation Act of 2004 and the 
issuance of IRS Notice 2005-45, gave new 
importance to the proper handling of the flight 
logs and expense records related to an aircraft. 
These were topics at the NBAA Tax, Regulatory 
and Risk Management conference this year.

Each development negatively affects the 
deductibility of aircraft business use. The 
dust has not settled on many of the specifics, 
and will not until a year’s worth of tax returns 
is filed.  You should consult an aviation-
experienced tax advisor for specifics about 
these changes. At a basic level, they include:
•	 Shifting the recordkeeping regarding 

the use of a corporate-owned aircraft 
from a “per flight” basis to a 

 “per occupied seat” basis
•	 Significantly increasing the proportion 

of flying costs deemed to be 
“entertainment use” and disallowed 

 as business deductions
Most attention about these developments 
has been focused on business jets, but 
they affect all corporately-registered aircraft, 
whether the aircraft is used by a small 
business or a publicly-traded corporation.

Conclusion
Recordkeeping practices are going to evolve 
and improve.  Aircraft maintenance will 
eventually become fully electronic. For 
example, Eclipse plans to sell aircraft with their 
own electronic recordkeeping capabilities, 
and selected electronic information will be 
onboard to assist field maintenance facilities.  
Tax requirements will continue to change.  
Right now, pilot logbook requirements seem 
relatively stable, but pilots who continue to 
upgrade their aircraft need more checkouts 
and greater experience for insurance 
purposes.  No matter how recordkeeping 
evolves, just be sure to take care of your 
records.  You will have greater peace of mind, 
not to mention enhanced safety and security. 

Survey Targets MMOPA, GA Owner/Operators 

To help us stay current with pressing topics of concern to owner/operators across GA, 
we are conducting a large survey, which will focus on your needs and opinions. 
Specifically, the survey will look at details of recordkeeping practices. We would welcome 
your participation.

Participate by visiting www.aircraftlogs.com, and clicking on the survey link through 
May 31, 2006. The survey takes about 10 minutes to complete.

AircraftLogs, Inc. will provide MMOPA with the aggregate survey results compiled from 
MMOPA members as a group, as well as the overall General Aviation results.  Individual 
responses remain confidential. Share your thoughts, and at the same time create an 
opportunity for MMOPA to obtain valuable data about its membership and compare 
itself with other GA segments.
 
As an added incentive, for each month that the survey is open, AircraftLogs will conduct 
a random drawing of survey respondents.  The winner will receive a $250 gift certificate 
from Sporty’s Pilot Shop.  Please pass this information on to friends and others whom 
you think would want to participate.
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GPS MANUAL 
The Garmin GNS 480 pilot-friendly manual 
is now available. Our task-oriented manuals 
are simplified directions that lead you step-
by-step through all the operations. Includes 
descriptions of all pages. Valuable take-along 
aids for the cockpit. Our library includes: The 
Garmin GNS 430, GNS530, G1000, GPSmap 295, 
196, 296 and 396, Bendix/King’s KLN 89B/94, 
KLN 90B, and KLN 900. IFR models $39.95. 
Handhelds $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

WANTED 
Eclipse 500 delivering position for 2006 or 2007. 
Call 713-864-4000 or fax 713-868-9393, ask            
for Johnnie.

AIRCRAFT UPHOLSTERY
Let us do your next custom interior. 
Leather is our specialty. See our website 
www.flyinghorse.us Located in Granbury, 
TX, 30 miles west of Ft. Worth. Minimum 
completion time/20yr experience. 
817-579-6445/817-312-4629

Email: jvaughn@flyinghorse.us 

FLORIDA SPRUCE CREEK FLY-IN
America’s Premier #1 Fly-In and Country Club 
Gated Community with it’s own Airport. 4,000' 
paved lighted, east/west runway, paved taxi-
ways, fuel. Featuring hangar homes, golf course 
homes, nature homes, and condominiums. 
15 minutes from Daytona Beach International 
Airport and the Atlantic  
Ocean. Contact Spruce Creek Fly-In Realty  
for information on all properties and prices, 
new or resale. Website: www.fly-in.com
Lenny Ohlsson, Broker
email: sales@fly-in.com 
800-932-4437 or Evening 386-761-8804

M•MOPA Classifieds



Training Update ... 

Advanced Flight Training 
International, Inc. 
Vero Beach, FL

(772) 473-7356

Initial & Recurrent Courses

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

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.

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

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

Initial & Recurrent Training

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

Initial & Refresher Training with 
John Mariani at any location

RWR Pilot Training 
Baltimore, Maryland 
1-866-870-8196
www.rwrpilottraining.com

Initial & Recurrent Training for Malibu, 
Mirage, and Meridian with Dick Rochfort 
at any location

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

Initial & Refresher by Appointment

MALIBU/MIRAGE SAFETY & TRAINING FOUNDATION

Helpline ...

620-728-8634

Events Calendar ... 

16th Annual Convention
September 13-17, 2006
Colorado Springs, CO

February 10 - 12 
Scottsdale, AZ
Phoenix Deer Valley Municipal Airport (DVT)
Piper Host / FBO:  Cutter Aviation, Inc., 
                               Phoenix-Deer Valley  
Hotel:  Residence Inn Marriott – 
            Scottsdale North

April 28 – 30
Rock Hill, SC
Rock Hill/York County/Bryant Field Airport 
(UZA)Piper Host / FBO:  SkyTech, Inc.
Hotel:  Hilton Garden Inn

May 19 - 21
Fredericksburg, TX 
Gillespie County Airport (T82)
Piper Host / FBO:  Cutter Aviation, Inc., 
                              San Antonio 
Hotel:  Hangar Hotel

August 11 - 13
Seattle, WA 
Everett – Snohomish County 
               Paine Field Airport (PAE)
Piper Host / FBO:  Crown Aviation 
Hotel:  Hilton Garden Inn 
            Seattle North / Everett

September 29 – October 1     
Groton, CT
Groton-New London Airport (GON)
Piper Host / Service FBO:  Columbia Aircraft    
                                           Sales, Inc.
Hotel:  Mystic Marriott

October 27 – 29
Olathe (Kansas City) KS 
Johnson County Executive Airport (OJC)
Piper Host / FBO:  Kansas City Aviation  
                               Center, Inc. (KCAC) 
Hotel:  Courtyard by Marriott

SYSTEMS / MAINTENANCE 
SESSIONS:

March 24 – 26
Palm Springs, CA
Desert Resort Airport (TRM) Thermal, CA
Hotel:  Fantasy Springs Resort Casino

November 17 – 19 
Fredericksburg, TX 
Gillespie County Airport (T82)
Hotel:  Hangar Hotel






