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Disclaimer
The comments, articles, stories, letters and information
contained in this magazine are the personal opinions of
the writers and are not—and are not to be construed to
be—official policy or commentary of the Malibu-Mirage
Owners and Pilots Association.
Neither the Association nor its directors, officers nor the
publisher give any official sanction to any articles, stories,
letters or information contained herein.
THE PILOT-IN-COMMAND IS RESPONSIBLE FOR THE SAFE
AND PROPER OPERATION OF HIS/HER AIRCRAFT AND IT
IS THE RESPONSIBILITY OF THE PILOT-IN-COMMAND TO
OPERATE THAT AIRCRAFT IN COMPLIANCE WITH THAT
AIRCRAFT’S PILOT’S OPERATING HANDBOOK AND OTHER
OFFICIAL MANUALS AND DIRECTIVES.
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Letter from the Editor
by Jeff Schweitzer

grateful I had topped off the tanks, because
a 45 minute hold was not something I had
considered when I played around with the
notion of putting in less than full fuel. The
situation would have become considerably
more uncomfortable if I had not topped off.
With nothing better to do, I queried the
controller as to why I was playing NASCAR in
the sky. She replied that a plane in front of me
was shooting the approach, and he needed to
cancel before I could go next. In hindsight, that
obviously meant she had no radar coverage to
the airport, but I did not draw that conclusion
at the time. Finally, after about 20 minutes
in the hold, I was cleared for the approach.
But the clearance was not what I expected.

Hold as Published

The joy of winter flying began early this year
when a southerly dip of the Jet Stream reached
all the way into central Texas, subjecting the
country’s midsection to a blast of frigid polar
air and freezing temperatures that decimated
unsuspecting plants and flowers. The Jet
Stream also gave us 90 knot winds in the flight
levels. On a flight from Austin, TX, to Prescott,
AZ (KPRC), I was forced to land in El Paso
for fuel and passenger physiological needs,
since my ground speed had bled down to 160
knots. While that slow crawl brought back fond
memories of my C182, wind is not the story here.
The remaining leg from El Paso to Prescott was
just a short hop of 400 miles, even considering
the southern deviation around active MOA’s
east of Phoenix. The weather at PRC was
blustery and cold, with a ceiling of 1000 feet,
and winds from 240 degrees at 18 knots,
gusting to 26. With an ILS to 21L, the weather
was slam dunk for getting in, even if some big
bumps were to be expected. With weather no
factor, I toyed with the idea of putting in only the
fuel I needed, with a good reserve considering
the headwinds. In the end though, I topped
off all the tanks and took off with a full load.
About 20 minutes out from my destination,
when I expected to start down, the controller
said, “N722ET, descend to 11,000 feet and
proceed to Drake (DRK); hold as published;
expect further clearance at 23:50 Zulu. What
caught my attention, in addition to the rare
need to hold, was the long EFC, since my
instruction was received at 23:05 Zulu, giving
me up to 45 minutes around the track. Where
do you think cloud tops were over Drake?
Exactly at 11,000 feet. So my hold entailed
picking up lots of ice and even more bumps.
Lower was unavailable due to limitations
of radar coverage. Higher put me into the
approach and departure pathway to Phoenix.
The ice was not bad enough to insist one way
or the other, and the bumps were moderate,
uncomfortable but not dangerous. So there I
sat, flying around in turbulent, icy circles. I was
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“N722ET, maintain 11,000, complete the hold
to Drake, then cleared for the approach ILS
21L, radar services terminated, contact the
tower at Prescott.” Drake is a fix on a feeder
route to pick up the localizer outbound. Wow,
I have not flown a full approach in real IMC
for years. Fortunately, I do so every 6 months
when training, so while I was surprised, the
approach was uneventful. But I admit to being
taken aback by the initial instruction, simply
because I had not anticipated the need to
fly the full approach. I was expecting radar
vectors to the localizer inbound. So in this
one quick leg from El Paso to Prescott, I had
icing, turbulence, a long hold in IMC, and a
full non-radar approach. Not to mention a
cross-wind landing in gusts up to 30 knots,
fortunately only 30 degrees off the runway.
I felt a bit beat up after landing. But these
types of adventures are good for any pilot;
they help prevent complacency. I took off
for Prescott anticipating nothing more than
an easy leg to my destination. Yet in the
end I had to battle some serious IMC and fly
procedures I rarely encounter other than in
the training environment, all while shedding
ice and bouncing around like a bucking
bronco. This for me was a good reminder
that when flying we must always expect the
unexpected. An obvious and trite lesson, but
one I apparently need to relearn on occasion.

Rogue FBO

A business trip recently took me to a region of
Los Angeles best served by the Santa Monica
airport (KSMO), which boasts only one FBO,
with the odd name Supermarine. A previous
visit did not leave me with fond memories,
but the next nearest field was Van Nuys
(KVNY). Landing there would subject me to
at least another half hour of fighting irate L.A.
drivers scrambling to fill every inch of freeway.
So I decided to give Supermarine another
chance. I regretted my decision almost
from the moment I shut down my engine.
Nobody came to ask if I needed help with

bags, to assist with the rental car, or welcome
me in any way. No big deal, but not terribly
inviting. As I was letting my exhaust stacks
cool down, so I could put my prop locks on, I
shuttled my bags from the plane to the rental
car, which was parked as inconveniently
as possible. The ramp was completely full,
mostly with jets costing at least $5 million.
No piston airplanes were in sight. My bird,
dwarfed by all the heavy iron, was by far
the smallest, proud but alone in the singleengine category. Hey, at least I was burning
kerosene. C’mon, throw me a bone people.
Landing shortly behind me was a Gulfstream,
which had nowhere to go on the crowded
ramp. As the big bird approached, a line
person ran up to me and said breathlessly,
“we have to move your airplane right now.”
That presented two problems. First, I was
not done unpacking. Second, my stacks
were still too hot to put on the prop locks,
and moving the plane with the propeller
free spinning invites disaster. So I politely
and calmly said, “Well, that can’t happen
for at least another 5 minutes.” To which the
agitated lineman said, “You have no choice,
we need to make room for the G5, now.” As
he said that, a tractor came rushing over; two
guys jumped out and started to put on the
tow bar. I had to physically intervene, stand
in front of my airplane, and state with some
aggression that they were going to keep their
hands off. I explained that I did indeed have a
choice: my airplane would not be moved until
I was ready. The G5 continued to roar in the
background. There we stood, at an unpleasant
impasse, glaring at each other, three against
one. Finally, I was able to secure my plane,
and allow them to hook up the tow bar.
Oddly, about 10 other airplanes occupied
the ramp, any one of which could have been
moved. Yet my airplane was the focus of
attention. What a coincidence that I was the
smallest on the ramp. But here is what I find
most odd of all. Let us speculate about the
reverse situation, in which I landed behind
the G5. I now propose some words that I am
fully confident none of us will ever overhear
on the ramp from a breathless lineman: “We
have to move your G5 to make room for the
PA46, now!” In either scenario, I can say
that rushing around airplanes is bad policy.
What makes this incident particularly vivid to
me was my pleasant experience at Premier
Jet the previous day in Carlsbad (KCRQ).
The contrast between the two FBOs could
not be more dramatic. Why the difference?
Competition. At KSMO we have only one
FBO, while at KCRQ a pilot has four from
which to choose. With competition comes a
cont. page 10
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Piper Perspective
Piper Jet … Moving Forward
by James K. Bass
President and CEO
The New Piper Aircraft, Inc.

When I last updated you on events
and developments at Piper, I told you
there had never been as exciting a time
in Piper’s recent history. Well, as I write
this column, that excitement continues.
We continue to make great strides in the
ongoing development of the PiperJet, and
we also are seeing an increased interest in
Piper models throughout our product line.

Leading our sales efforts is our new Vice
President of Sales, Robert A. Kromer. Bob,
who also has oversight of our Marketing
efforts, comes to us with excellent credentials.
He served most recently at Sino-Swearingen
Aircraft Corporation, where as Vice
President of Sales and Marketing he was
instrumental in revamping that company’s
distribution network and advertising efforts.

The most recent development has been the
announcement of our powerplant selection.
The result of an extensive search to ensure
that we selected the best possible engine for
our new jet, the proven Williams FJ44-3AP
is without a doubt one of the world’s finest
turbofan engines. A very close derivative of
the FJ44-3A engine, the FJ44-3AP is based
on tried and proven engine technology
with more than 2.5 million hours of flight
time to its credit. It is clearly a best-inclass engine for a best-in-class aircraft.

Prior to taking charge in that capacity, Bob
– who is a 5,000-hour pilot – was SinoSwearingen’s Senior Manager of Flight
Test and Flight Operations as well as an
Engineering Test Pilot for the company.

As you know, the PiperJet is a clean-sheet
design. It is an innovative aircraft with a
best-in-class blend of performance, style,
utility, capability and pricing. In choosing
the powerplant for the PiperJet, we were
looking for that perfect combination of
performance, safety and reliability, and
the Williams FJ44-3AP will not only
meet expectations, it will surpass them.
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Among his first duties at Piper, Bob was
in charge of linkage programs for those
purchasing a PiperJet and other step-up
aircraft acquisitions. He and his team have
put together some excellent promotions,
and I encourage anyone thinking of buying
a new Piper to call or visit their dealer,
as there has rarely been as good a time
to upgrade what you’re flying today.
All of this comes at a time when Piper’s star
is truly rising.

Renowned for high performance and
rugged reliability, the FJ44 family of engines
has set the standard in its class. In the
PiperJet, the FJ44-3AP will be de-rated
from 3,000 pounds of take-off thrust to
approximately 2,400 pounds; however, it will
give us ample room to grow in the future.

Our Business Alliance with Honda continues
strong, and we are seeing mutual advantage
in a number of areas, especially in the new
Jet dealer network we have put together.
As I mentioned in my last update, the new
network is composed of five regional sales
centers. They are: PiperJet East, PiperJet
Southeast, PiperJet Midwest, PiperJet
Southwest and PiperJet Northwest. In all,
there are 14 offices operating nationwide to
address the needs of PiperJet customers.

In designing our revolutionary aircraft,
we have assembled the finest team of
engineers and designers and conducted
an extensive consumer research effort to
ensure that the PiperJet will be second
to none. With the selection of the FJ443AP, we have taken another step toward
ensuring that we meet that commitment.

At the same time, we are not only fully recovered
from the hurricanes, our headquarters is in the
midst of major renovation and modernization.
Moreover, the hardening we put into place
when we restored buildings after the hurricanes
makes our current facilities stronger than
ever, easily capable of withstanding even the
strongest storms or hurricanes in the future.

The response we’ve received to date about
the PiperJet in general, and about our engine
selection in particular, has been more than
encouraging. To date, we have received
more than 100 orders for the PiperJet,
and interest continues to remain strong.

We are in many ways a new company … but a
new company that is fueled by its heritage. We
know where we’ve been and what milestones
we have accomplished. And we know where
we’re going. We truly are the inheritors of
a great legacy, and we are inspired by the
knowledge that our best days are ahead of us.
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Letter from the Editor
(continued)

line crew that works to meet your every need.
Upon my arrival at CRQ, my rental car is
pulled up right alongside the plane; two
linemen come to help unload bags. Everyone
is friendly, courteous and helpful. Fresh
cookies, hot coffee and big smiles greet us
as we enter the lobby. Personnel behind the
desk have all the paperwork ready. Now,
contrast this inviting environment to the hostile
and rude atmosphere that I encountered
at Supermarine. The consequences of
competition are easily seen. Perhaps my
experience at KSMO was atypical, catching
staff on a bad day. On two consecutive
visits. I hope so. But I can only report what
I actually experience, and the picture was
not pretty. I plan on stopping at KVNY if my
travels take me back to that area again.

Malibu Instructors

Finally, we have the second installment of the
Malibu Instructors article. To assuage my guilt
for shunting Mary Bryant and John Mariani off
to obscurity in the earlier issue, I offered both
the opportunity to provide additional photos
to accompany the article. Being somewhat
shy, Mary elected to use just one photo with
her daughter. In contrast, the word “shy” and
John rarely occupy the same real estate, and
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he took advantage of my offer. If we are able
to gather profiles of additional instructors,
I will continue the series in the future.

Shifting Sands

You will notice that our venerable Pilatus Points
and Simulator Training articles are no longer
with us, reminding me that the only constant in
life is change. Gary Burdsall and Mike Haenggi
have moved on to greater pursuits. Mike has
been promoted, moving up to duties at Pilatus
that leave him no time for extracurricular
writing. Mike and Gary have done a wonderful
job, providing MMOPA readers with a unique
perspective on flight safety. I am grateful for
their contributions. The Meridian! column is
the new owner of the Pilatus Points slot in
the magazine, while I consider the simulator
training series complete for now. The unifying
concept behind both Pilatus and Meridian
columns: to take specific experience in one
aircraft type and generalize that to the broader
PA46 population. I allowed for some overlap
between the two authors to ease the transition
for our readers most sensitive to change. The
transformation is complete, and I can now
move past that double occupancy to free up
space for this magazine’s most important
contribution, the Letter from the Editor.
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Malibu Flight School

Part 2

by Mark Spitzer

Meet Mary Bryant

Mary Bryant founded Eclipse® International,
Inc. in 1996, and is currently owner and chief
instructor. Mary is an Air Transport Pilot (ATP)
with Certified Flight Instructor, Instrument, and
Multi-Engine Instrument ratings, as well as
Advanced and Instrument Ground Instructor
ratings. She is type rated in the Cessna
Citation. Mary has over 6,000 hours, including
more than 4,000 hours in the various PA46’s.
Eclipse® training services is located in St.
Petersburg, Florida and provides insurance
approved initial and recurrent training in
the Meridian, JetProp, Malibu and Mirage.
Mary can be reached at 727-822-1611.
Mary, how did you become interested in flying?
When did you get your private pilot license?
I had several uncles who flew back in the
old “barn stormer” days. After listening to
their stories I wanted to try it. One uncle
arranged for my first lesson. I can’t remember
exactly how old I was, but my legs were
too short to reach the rudder pedals. I was
hooked. I soloed in about 1975, and got my
private certificate in 1985, after a long hiatus.
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Besides instructing, have you done any
commercial flying? How many students
have you signed off for solo?
Yes, I flew Westwinds, a Sabre and Falcon
for a local charter company, and worked
very briefly for one of the commuters. Worst
job I ever had. I’m also rated in Citations.
I’ve signed off zero for solo. Someone’s
got to do it, God bless ‘em, but not me. I’ve
done advanced ratings, i.e. multi-engine,
instrument, etc. but specialize in transition
and recurrent training in the PA46 models.
This is the type of training I really enjoy doing.
Do you have any kids and if so, did you teach
them to fly? Are you in a “flying family”?
In 2004, we adopted a 3 year old daughter
who loves airplanes. In fact, “airplane” was
one of the first words she spoke in English.
She’s flown with me and has even gone on
aircraft sales demos with me. I’m looking
forward to teaching her to fly. My husband,
Tim, is a licensed pilot but more interested
in gliders than powered aircraft. He thinks
having an engine is cheating. He hasn’t
flown in years, although we used to air-race.
I piloted and he navigated back before the
days of GPS and little if any Loran, if anyone
else can even remember back that far. We
won a number of races and had a lot of fun.
Tim is really responsible for getting me flying
again in 1985. A quirky business deal of his
resulted in us ending up with an airplane.
How do you fit flying in with your new family
responsibilities? What’s your “real” job?
Finding balance is always a challenge. The
first year after adopting my daughter my
“real job” was mainly attending to her needs
and helping her adjust to a new world. Best
job I’ve ever had. Now that she is settled in
nicely, I’m getting back to a more normal
work schedule. I love training and working

with customers. The PA-46 owners are such
a unique group of individuals. I also do a
limited number of aircraft sales/searches.
With my past sales experience, knowledge of
the aircraft and market, and with customers
needing assistance with demos, pre-buys,
aircraft relocations, etc., it’s a natural fit. A
recent aircraft sale was for a former JetProp
training client who had lost his medical
and needed assistance selling his aircraft.
I read that you walked away from a career
in corporate finance and management
consulting. A lot of us have thought about
walking away from our careers to fly for a
living, but you have gone out and done it.
With your MBA, CPA and other academic
credentials, was this a hard choice?
It was tough walking away from the prestige
and the money, but I was in a position where I
was able to do it. We had moved to Florida and
there weren’t many Fortune 500 companies
that I was accustomed to working with. So I
worked as a management consultant for a large
accounting and consulting firm but it wasn’t
really a good fit. At that time, flying was strictly
a hobby and I was obtaining new ratings just
to keep current. Piper was exciting at that time.
That was when Millar had just gotten involved
and as a brand new CFI, I went to work for
Bob Scott in the training department. It was
a major pay cut, but I really wanted to do it.
And that’s how you ended up becoming a
Malibu trainer?
I’ve worked with the PA-46s since 1988, first
as an instructor with Piper, and then later as a
demo pilot and Regional Sales Director. Piper
realized that with my business background I
could be of more value in sales. I managed
the eastern third of the country recruiting
dealers, and doing demo flights in the newly
introduced Mirage. I got to fly up and down

be higher. I think it is especially important
to conduct real cross countries during
initial training involving potential weather,
unfamiliar airports, higher ATC work loads,
planning and decision making and not just
fly around the patch in familiar surroundings.
I prefer to do the training in St. Petersburg,
Florida, but the realities of initials often dictate
otherwise. It’s one of those Catch-22’s. A
new owner can’t fly the aircraft until he or she
gets the training. So how does the owner get
the aircraft to training if he or she can’t fly it?
Arrangements have to be made to ferry the
aircraft, or the training needs to be done on
site, or sometimes both. It’s not unusual for a
new owner to request that we meet at Kevin
Meade’s or wherever the owner had his pre-

systems and procedures to correct. It usually
helps diagnose pretty quickly where potential
weaknesses in a pilot’s knowledge lie and
where we might need to spend more time.
Although I’m told I have the reputation for
being tough, I think most of my customers
would describe me as pretty laid back. I believe
in a “hands off” approach, and think one isn’t
doing a good job of instructing if one has to
jump in and help very often. I can count on
one hand the number of times I’ve had to take
an airplane from a customer, and I’ve worked
with initials where the pilot is transitioning
into PA46s from Archers or tail draggers.
At the same time, you can’t let someone
get into trouble. It’s a fine balance. Most of

“I try to address the pilot’s strengths and
weaknesses to come up with a customized
plan that emphasizes targeted training.”
the east coast to my heart’s content. Piper’s
bankruptcy allowed Bob Scott and me to
form a company called Attitudes. Ultimately,
as Piper came out of bankruptcy we ended
up with the Piper contract for training the
purchasers of the new aircraft for Piper. We
later sold the company to SimCom, which
is how SimCom got the Piper contract.
W ith my current company, Eclipse®
International, Inc., we provide insuranceapproved training in all PA-46 models. We
used to do Aerostar training, but only work
with the PA46 now. I’ve also been approached
by the Epic folks and have assisted them in
developing their training syllabus. I expect
by the time this article is printed, I’ll also
be providing training in the Epic turboprop.
By the way, I find many are confused by my
company’s name. For the record, I was using
Eclipse® in the Malibu community long before
anyone had ever heard of Eclipse, the aircraft
manufacturer. We are not related in any way.
Mary, what’s your typical initial PA46 training
course like? Where do you like to do the
training?
That depends on the pilot’s background and
which aircraft is involved. For all models,
ground school includes systems, limitations,
weight and balance, procedures and flight
planning, avionics familiarization, weather,
and discussion of scenarios involving decision
making and judgment. The “typical” initial for
one of the piston models includes 10 hours of
dual plus ground school, and can generally
be completed in 3-4 days. The turboprops
take additional time, especially if the pilot
has no previous turbine time. It’s not unusual
for additional flying to be required to make
the owner and me both comfortable with the
pilot’s skill before turning him/her loose. In
many cases, additional dual is dictated by the
insurance companies. For a less experienced
buyer, an insurance requirement of 15-25
hours is not unusual. Again, turboprops may

buy completed or purchased the aircraft. In
that case, I help get the aircraft to its new home
base as part of the training. I think I’ve trained in
every state within the continental US, as well as
Canada and Europe. However, I prefer to do the
training at my home base whenever possible.
How many initials do you do per year? How
about recurrency instruction?
For the reasons mentioned before, the last
few years have been somewhat unusual.
Generally, I’ll work with about 60-80 pilots
per year. Although I do a significant number
of initials each year, I do more recurrent
sessions. That count would also include
time-building situations and sales scenarios,
along with my work at the MMOPA Safety
Foundation weekends. I’ve been an instructor
for MMOPA since their supplemental training
programs were introduced. For a number
of years I also did the “Pilot Companion”
program at the MMOPA convention but
it just got too difficult to work the flying
in with the spouses at the convention.
What’s your training style and what do you
like to emphasize in recurrency training,
assuming the pilot is basically competent
in all the basic areas?
Although we have a minimum syllabus that
we need to cover, after that I try very hard to
work with the pilot to understand how he or
she will be using the airplane. I try to address
the pilot’s strengths and weaknesses to come
up with a customized plan that emphasizes
targeted training. Not only are flying skills
assessed and polished, but I attempt to
assess a pilot’s capabilities and judgment in
real life flying situations. We, of course, do a
thorough review of systems and limitations
and the usual stuff but I try to hit the decision
making and judgment part hard. It’s the most
elusive and difficult part of training, frankly.
After basics competencies are established,
the pilot can also provide significant input in
where the concentrations in training might
be. I also tend to simulate more complex
and subtle failures during recurrent training.
These generally require a good knowledge of

all, I think flying and training should be fun.
For the PA46, what do you think is the right
balance between simulator training and
flight training?
Both simulators and flight training in the aircraft
are helpful, and I think there is a place for both.
However, I get a little annoyed when I hear the
word “simulator.” The devices typically referred
to as simulators in the PA-46 training world are
not simulators but flight training devices. They
do not have motion and are, therefore, not
simulators. That said, flight training devices
are good for practicing procedures and
actually have some advantage when it comes
to practicing “hot starts” and other things you
can’t or don’t choose to replicate in the aircraft.
However, with the proliferation of avionics and
variations in equipment and configurations,
it is increasingly unlikely that the simulators
and flight training devices are similar to the
actual aircraft as it will be flown. Unless they
are reasonably similar to the aircraft, the
“sims” can actually be counterproductive.
This is especially true in initial training
where half the battle is figuring out where
the switches are and learning the specific
avionics that are actually in the aircraft. One
can safely accomplish most of what can be
done in a “sim” by simply hooking a power
source up to the aircraft on the ground.
Also, none of the training devices currently
come close to simulating landings effectively.
I can train a pilot from scratch to high
competency in the aircraft. I can not train
a pilot to a reasonable level of safety in
only a flight training device or simulator
as currently available. I have done many
successful initials without the use of a
simulator, and have yet to lose a pilot for
whom I’ve done initial training. I hope I
didn’t just jinx my record by having said that.
I know it is hard to generalize, but what would
you say is the biggest area for improvement
you see in your average PA46 pilot?
cont. page 16
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Malibu Flight School
Do you have any thoughts about improving
the overall safety record of the PA46?
Basic pilotage and decision making. Stick
and rudder skills, especially the ones required
when all those fancy colored pictures turn
black could generally be improved for many
pilots. Also, simply getting one’s head out of
the cockpit more and looking outside should
be emphasized more. Most of the pilots
are spending way to much time with their
head inside messing with their equipment
as they are descending from altitude and
entering busy airport environments. Even
with the proliferation of traffic warning
devices, this area needs improvement.
Poor judgment and decision making are
often the causal factors in accidents.
Perhaps decision making and the safety
record of the PA46 would improve if at the
beginning of each flight each pilot asked
him or herself “is this flight worth risking
my life for?” That is what one is doing.
What do you really love the most about
the PA46?
The PA46 is an optimized aircraft in many
regards; capability, state of the art avionics,
cost, and comfort. And they fit me perfectly.
Believe it or not, I still can’t reach the rudder
pedals in a 172 well enough to be able to get
full deflection for a stiff crosswind, but I can
in a PA46. Interesting, the more expensive
the aircraft, the better they seem to fit;
everything but my pocketbook, I might add.
What do you think the PA46’s greatest
weakness is?
The pilots. The aircraft does everything it’s
supposed to do and does it well. It’s the
pilots who typically have the limitations.
Did you ever have to handle an in-flight
emergency in a PA46 or other plane?
Yes, a variety of them in fact. Although I might
call them interesting situations rather than
real emergencies. These situations have
included partial power losses on multiple
occasions (I’ve always gotten the engine
back eventually), many gear system failures;
dual alternator failures in icing conditions;
HSI failures; AHARS failures, fuel pump
failures, etc. The storm window popped open
at altitude on one occasion. We were doing
a test flight for experimental at Piper and the
plane was wired with instruments through
the storm window. Ask Jeff Gover about it
sometime. He was with me and got to hold
the window shut as best he could as I did
an emergency descent. I have been able to
diagnose and work out all of the “situations” by
the time I got near the ground, and I’ve never
had to declare an emergency. I might add
that I would not hesitate a second to declare
an emergency if I really thought I had one.
Does a PA46 insurance-approved instructor
need to get recurrent training? If so, where
do you go?
I think everyone needs to train periodically.
I try to do something at least every year.
This year I did a JetProp refresher. The year
before, I completed Meridian training and
the Pratt & Whitney course; the year before
that I did JetProp recurrent training. In years
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past, I did a Citation rating. I may do Meridian
again next year. I’ve been meaning to do a
sea plane rating for years but never seem to
get to it. Maybe soon. I’m not sure it’s realistic
to train in every model every year if you work
with multiple models. I don’t think I’d provide
training in very many models if I had to do
recurrent in each model every year. Frankly, I
also think having taught the sessions almost
weekly for over 15 years ought to be worth
something. As instructors, of course, we
have to do our BFR’s, IPC’s, and instructor
recertifications every two years. We need
to stay current like everyone else. To think
we are above needing to train regularly just
because we are instructors would be rather
arrogant, I believe. After all, even high time
airline and military pilots train frequently.
Eclipse® is a service mark of Eclipse International, Inc.

Meet John Mariani
John Mariani, a former
Engineering Specialist
at Northrop Grumman,
has been associated with
Piper Aircraft Corporation
for nearly 15 years (19761991). He served at Piper
as an engineer on the
original PA46 design
team, from project inception in 1979 to FAA
type certification in 1983. He was a Piper
test pilot and, finally, ground and flight
instructor in the Customer Training Center.
His qualifications include his degree in
Aeronautical Engineering along with a Master
of Science degree in Mechanical Engineering.
He has his ATP, seaplane and Flight Instructor
licenses for single-engine, multi-engine
and instrument. He has accumulated over
9000 hours of flight time. John is also a
Designated Engineering Representative for
the FAA. He is available for initial and recurrent
training, through Mariani Aviation Services,
in the Malibu, Mirage, Meridian and JetProp.
John can be reached at 772-567-8666.
John, after all the training you’ve provided
me, I never asked you, until now, how you
became interested in flying? When did you
get your private and in what airplane?
I was the first in my family to become a pilot,
and I am sure the flying “bug” was transmitted
to me by my godfather through the Holy Water
when I was baptized. He was a family friend
and a former military pilot in the Second
World War (he had been shot at a few times,
including one instance in which he had to bail
out). Looking back at my old family albums,
I can see two- and three-year old Giovanni
playing with, what else, airplanes of all kinds.
My first airplane ride was at the age of 10
in a Vickers Viscount (a British four-engine
turboprop) from Rome to the island of Sardinia,
Italy. This was at a time when stewardesses
(they were not called flight attendants in
those days) were really pretty and nice to the
passengers, and passengers took showers
and dressed up before boarding a flight. Even
though the flight was less than one hour, I

thought I had died and gone to heaven. I was
sitting on the left side of the airplane, near the
wing, and remember marveling at the running
engines and how they could keep this big
machine flying (I probably got the idea to
study aeronautical engineering at that point).
The first airplane I ever flew was a Piaggio P148 with a 190-HP Lycoming engine, a really
neat two-seat, fully-aerobatic tail dragger
(we always flew with parachutes strapped
on) with an Italian Air Force instructor (in a
program available to high-school students
to draw them to volunteer for Air Force
service) in February of 1970. It really would
not have taken much convincing on their
part, since I was just about willing to cut off
any finger of their choice to be able to fly.
I can’t get that image out of my mind: where
you come from, pretty stewardesses gave
passengers showers before the flight… I
can see how that influenced your decision
to become a commercial pilot. Besides
instructing, have you done any commercial
flying? How many students have you signed
off for solo?
Years ago, I got this crazy notion that I could
fly for a living, and I did just that for nearly
two years as a production test pilot at Piper.
After that, I managed the Executive Training
Program at Piper, which aimed to attract
non-pilots to buy a brand-new Mirage and be
trained in it through their Private Pilot License
and Instrument Rating. It sounds hard, and
it was, since I had to spend a considerable
amount of time with each of them (I essentially
became a member of their family, including
occasional baby-sitting) but, at the end of the
training, even though they had an average of
only 300 hours (all in their Mirage), they had
accumulated a wealth of experience in practical
decision-making, flown in most actual weather
conditions, and knew their airplane inside out.
It was particularly satisfying, when sending
these students for a checkride, that they
knew their airplane (one of the most complex
single-engine airplanes in the world) much
better than the examiner. I had a couple
of examiners tell me that they actually
learned quite a bit during the checkride.
All this gave me the idea of continuing to
train in the PA 46 in early 1991, after I was
no longer associated with Piper. Ron Cox
and I became partners for Malibu/Mirage
training at Aviation Training Management
(Ron’s company) in early 1991 and, even
though we went our separate ways in
April 2002 (when I started Mariani Aviation
Services), we remain the best of friends.
Even though I always considered this PA
46 training as a hobby (my “day” job was
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engineering specialist at Northrop Grumman
on military aircraft), it quickly grew to a full-time
occupation, to the point that, in July 2005, I had
to resign my “day” job to fulfill the demand for
PA 46 training. Over the past 18 years, I have
signed off about 30 solo students, and I have
always taken particular pride and satisfaction
in teaching primary students. However, my
PA 46 training activity does not allow me
now the time to teach primary students,
regrettably. I might make an exception for my
daughters or future grand-children, though…
Do you have any kids and if so, did you
teach them to fly? What about your spouse?
Are you in a “flying family”?
My wife Louisa is not a licensed pilot, but
she can handle and land an airplane. She
is a fearless passenger. We have flown
together everywhere, including across the
Atlantic. She is totally comfortable even in
bad weather, and she always tells me that
she trusts me anywhere, anytime and in any
weather in an airplane, but not in a boat.
This goes back almost 27 years ago, when
we got caught by a major thunderstorm
in the middle of an alligator-infested lake
in Florida in a little dingy, to the point that
we had to use our picnic cooler to bail the
water out to keep the darn thing afloat.

Neither of our daughters (Tania and Jacqueline)
are licensed pilots, but they have been flying
since they were just days old, and they enjoy
it tremendously. Tania is married and works as
an Occupational Therapist, while Jacqueline
is in Graduate School. Both are University of
Florida graduates (two Gators in our house!).
I remember when I took Tania to do aerobatics
for the first time when she was around
15-years old and, after the first loop, she
asked me to do another one. I asked her
if she enjoyed it, and she said she did,
but on the next one she was going to
keep her eyes open all the way through…
John, how many hours of dual do you
estimate you give per year and how do you
fit flying in with your other job(s) and family
responsibilities? What’s your “real” job?
Up to July 2005, I had been flying a yearly
average of 400 to 500 hours per year, almost all
of it dual instruction in all different types of the
PA 46 (Malibu, Mirage, JetProp and Meridian).
This activity occupied nearly every weekend
(except the major holidays) since my “day”
job was engineering specialist on military
aircraft at Northrop Grumman. In addition,
in the little free time I had left, I worked as an
engineering consultant and FAA Designated
Engineering Representative (I am a DER in
Structures, Powerplant, Mechanical Systems,
and Acoustics). I balanced all these activities
and my family life (I am very fortunate to have

a very understanding wife) for 14 years, and
at times it was not easy. In July 2005, I finally
realized that my training activity had grown so
much and that I was booked so far in advance
that my “day” job was actually interfering
with my flying and other activities. Therefore,
I resigned from my “day” job at Northrop
Grumman at the end of July 2005 (gasp…)
so that I could devote more time to my PA 46
training activity. Since I am essentially a oneman company, my biggest problem is time
management. I regularly get booked a year in
advance, and I still have to turn down one to
two pilots a week (I apologize and hope to fly
with these pilots at some point in the future).
For the past two years, I have also been the
primary ground instructor for the Malibu/Mirage
Safety & Training Foundation (MMS&TF)
seminars, given all over the US. Mona Rathmel
does an incredible job in organizing these
seminars and, for those of you that have never
attended one, they are a screaming good deal,
provided you don’t mind listening for 7-8 hours
to this short Italian that speaks with an accent.
Congratulations on the move away from
the “day” job. That’s a hard move to make.
Your technical training and participation
on the Malibu design team are obviously
what has made possible the famous
Mariani Pre-flight. For those that don’t
know, this is the walk-around inspection
in which you explain in detail the care and
feeding of the PA46, how to save money
with preventative maintenance and how
to check for hidden problems. On the
flying side, how did you end up being an
insurance approved instructor for initial
and recurrency PA46 training? Do you now
do all types of PA46 training? If not, what’s
your specialty? [Note: by “PA46,” I mean
all versions of PA46]
Having had the good fortune of being
involved in the PA 46 design from the very
start, and having provided extensive training
in these airplanes, I was in a good position
to develop a training syllabus that was
easily approved by all the major insurance
companies when I started training on my own.
I am approved by all the major companies
for initial and refresher training in all PA 46’s
(Malibu, Mirage, JetProp and Meridian).

confidence in their own skills, while recognizing
the airplane’s (and their own) limitations.
My typical initial training requires 5 days. Of
these, 2.5 days are for ground school, while
the remaining 2.5 days are for flight training
(10-15 hours of flight time). Sometimes, the
insurance company requires additional flight
time, which of course requires additional days.
I conduct training in Vero Beach, Florida (my
home-base), all over the US, and anywhere
else in, literally, the world (I trained pilots in
Canada, South America, Europe, Africa and
Australia). The location of my training is really
the choice of the pilot/owner. All my initial
training courses are usually conducted at the
pilot’s home-base, for the simple reason that
the pilot is not yet insured to fly the airplane.
How many initials do you do per year? How
about recurrency instruction?
Before the end of July 2005, I trained an
average of 90-100 pilots per year, as a parttime (usually weekend only) activity. Of these,
8-10 per year were initials. Since resigning
from my “day” job at Northrop Grumman
at the end of July 2005, my training activity
level has increased considerably. Even
though it is now a full-time occupation, I still
consider flying and teaching as my main
“hobby”, and not really “work”. Hopefully,
I might also be able to find some free time
to pursue my other long-neglected hobbies
of rifle/pistol target shooting and building
models of old ships (enough of airplanes…).
What’s your training style and what do you
like to emphasize in recurrency training,
assuming the pilot is basically competent
in all the basic areas?
The most important feeling that a flight
instructor can convey to a student is one
of confidence borne out of knowledge and
skill, and this is what I first owe my students.
During flight training, I very seldom touch the
controls unless I really have to or if I have to
demonstrate a maneuver. This is especially
important to flush out any bad habits that the
pilot might have accumulated over the years,
and that includes bad judgment habits as well.
I do insist on flying with precision (holding
assigned altitude and heading within tight

“I fly and teach in one of the
most beautiful airplanes on earth…”
Would you describe your typical initial PA46
training course? Where do you like to do
the training?
I do emphasize knowledge of airplane
systems and limitations, and flying with
precision. Flying, while tremendously fun, is
a serious undertaking, and quite intolerant
of ignorance and sloppiness. I also try to
identify and eliminate any bad habits that
the pilot has accumulated over the years
(and believe me, I have seen many). In this
respect, new pilots have some advantage over
the “old timers”. At the end of the training, I
want my pilots to have an increased level of

tolerances is, in my opinion, one of the first signs
of a competent pilot) and I like to challenge
my students to eliminate sloppiness from their
flying. However, this always has to be done in
a tactful, professional manner. In my opinion,
if an instructor gets mad at his student or
raises his voice, his function as an instructor is
effectively over, and the student has every right
to terminate the lesson right there and then.
At the end of any training, I consider to
have fulfilled my mission as an instructor
if I have measurably increased my
cont. page 18
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student’s level of skill, knowledge, and
judgment (possibly the most elusive).
While all the above sounds demanding,
I also consider all the pilots that I train as
my friends as well, and I still correspond
with many of them long after they sold
their PA 46 and moved on to other types.
Indeed, many times (such as recently
while looking at an incredible sunset over
Moosehead Lake at your place in Greenville,
Maine, or at the beautiful mountains around
Telluride, CO), or at the stark outback of
Australia, I have to tell myself: “I fly and
teach in one of the most beautiful airplanes
on earth, with the latest, state-of-the-art
equipment, in these incredible places, with
the nicest of people, and actually get paid
to do all this. How could I be so fortunate?”
Well, thank you for calling us the “nicest
people.” I think also that whether we are
dreaming of the PT-6 conversion, or the
Pilatus, or of quitting the day job, all of
us are pretty fortunate. Getting back to
business, for the PA46, what do you think is
the right balance between simulator training
and flight training?
First of all, per the FAA definition, there is no
PA 46 “simulator”, but rather only “training
devices”. In a true “simulator”, the fidelity to
the actual airplane is so high that you can get
a type rating for a large, complex airplane
without ever leaving the ground (that’s how
airline and corporate pilots train). The bad
news is that this type of simulator costs
millions of dollars, and none of them are
available for small, general aviation aircraft.
A “training device”, however, is another matter.
It can certainly be used as a procedures
trainer, provided that the device is properly
maintained and manned by a competent
instructor, but it simply does not have the level
of fidelity to produce a fully-qualified pilot, not
to mention that the avionics equipment in the
simulator is usually different from what you
have in your airplane. When the “device”
is poorly maintained and develops some
unique quirks, it can actually lead to negative
learning, with the pilot learning procedures
to overcome these quirks, procedures which
are not at all applicable to the actual airplane.
I n m y 1 8 y e a r s o f t e a c h i n g i n PA
46’s, I never once felt handicapped
for not having a “training device.”
I know it is hard to generalize, but what would
you say is the biggest area for improvement
you see in your average PA46 pilot? Do
you have any thoughts about improving
the overall safety record of the PA46?
There are mainly two major areas for
improvement:
The first is airplane knowledge, which includes
airplane systems and limitations. These are
very complex airplanes and, although all
the systems are straightforward, they have
to be learned. This knowledge, coupled
with a minimum of deductive thinking, will
prevent the pilot from making some pretty
dumb decisions when things go wrong
(that’s really what separates the men from
the boys). The excuse that I usually hear is
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“I am not mechanically inclined and therefore
I have no interest in these things.” Well, you
should force yourself to develop an interest,
and to learn not just the “how,” but also the
“why.” Likewise, knowledge of the airplane
limitations, and the real consequence for
exceeding them, is also essential. I have to
believe that armed with this knowledge, no
sane, rational pilot would fly himself and his
family to an untimely death in an overloaded,
out of aft CG airplane, at high speed and in
severe convective weather. One accident due
to lack of specific airplane type knowledge
is one too many. I will say it again (another
shameless plug): attend one of the MMS&TF
seminars every year. You will learn something
and perhaps make new friends, including
that short Italian with the funny accent…
The second area for improvement is much
more basic, and can be summed up as “stick
and rudder” skills. There are pilots that have
very low “feel” for the airplane and are always
concerned as to “what is the airplane going
to do to me if I do something different.” While
every pilot should always have a healthy
respect for his airplane, it is not good to
always fly “on the edge” because of lack of
confidence in one’s skills. Flying is a dynamic,
oftentimes unpredictable activity, and the pilot
must have the skills (and confidence in those
skills) to cope with ever-changing situations
(stronger that anticipated crosswinds, the
requirement to fly an approach 20-30 knots
faster when a Boeing 747 is breathing
down your neck, and on and on). How do
you improve these skills and increase your
confidence? Go for an advanced rating,
learn how to takeoff and land in a tail
dragger, take an aerobatic (or at least spinrecovery/unusual attitude recovery training)
course. These are just some of the ways.
John, do you have a good flying story that
you would like to relate?
I could probably write a book about
flying stories (as I am sure most pilots
can). Two in particular come to mind:
Many years ago, I was providing aerobatic
instruction to a student from Italy. He had been
doing great with all the maneuvers up to that
point and was very eager to learn. I was about
to demonstrate a split-S (half-roll to the inverted
position followed by a descending half loop to
right-side up). After I explained the maneuver
to my student, there was a long silence,
followed by his question “Can we skip this? I
think it’s going to hurt.” I reassured him that
this maneuver was not going to be any worse
than others we had performed, to which he
replied “I really don’t want my a## to be split!” I
laughed so hard I had literally tears in my eyes.
Around 1989, when I was managing the
Executive Training Program at Piper (teaching
a non-pilot to fly in his/her brand-new Mirage,
to Private Pilot License and then to Instrument
Rating), I was about to first solo a student
pilot in his Mirage. Following my normal
practice, I took the student to a remote,
low-traffic airport (in this case, Immokalee,
IML, in Southern Florida), and brought my
portable VHF radio to act as his “controller”
on the ground while he was flying around

the pattern. Everything was going great, with
me directing my student from the side of the
runway. Suddenly, I saw two police cruisers,
blue lights flashing, coming at full speed in my
direction. I looked around to try to figure out
where the excitement was, when I realized I
was the excitement! The cruisers stopped at
my sides, and four officers surrounded me,
their hands on their guns. They asked me
what I was doing and, after telling them, they
requested that I tell my student to land. After
my student landed and came to a full stop near
us, they conducted a thorough inspection of
the airplane, in addition to questioning the
pilot to make sure that our stories matched.
Satisfied that we were telling the truth, they
apologized and let us continue. Apparently,
they had assumed that we were drug-runners
and that I was directing a drug drop with the
2-way radio (not an uncommon event in South
Florida in those days). On the return flight
to Vero Beach, I told my student “You know,
you missed a golden opportunity to take your
revenge on me. All you had to do was say “NOT
ON YOUR LIFE!” when I asked you to land.”
What do you really love the most about
the PA46?
Having had the privilege to be a member of
the engineering team that developed and
certified the original Malibu in the late 70’s and
early 80’s, I will always have a soft spot in my
heart for this airplane (and all its derivatives).
It is really a magic carpet that has taken
me safely (and in comfort) to nearly every
state of our country and many places of
the world (Canada, the Caribbean, South
America, Europe, Africa, Asia, and Australia).
I know, machines are not supposed to have a
soul, but this one, for me, comes very close.
What do you think the PA46’s greatest
weakness is?
I firmly believe that the greatest weakness
in this airplane is an unprepared pilot. This
is what all the instructors teaching in these
airplanes are striving to correct. One accident,
especially one involving a fatality, is one too
many, and we all pay the consequences for
this. Let us not forget that this airplane was
nearly grounded in the early 90’s because
of what eventually was determined to be
inadequate pilot training as the root cause. Let
us also not forget that it was entirely thanks to
the MMOPA (whose membership should be
“mandatory” for every PA 46 pilot) efforts that the
reputation of this airplane was re-established.
What is your opinion on two of the age-old
PA46 operational controversies? (1) LOP
versus ROP, (2) Full power climbs or cruise
power climbs?
This is one of those loaded questions (“Honey,
do you think this dress makes me fat?”).
Seriously, though, it is an established fact
that running 50°F lean of peak reduces CHT’s
by about 25°F than running at peak, while
providing lower internal engine stresses (due
to peak pressures moved away from the
pistons Top Dead Center – TDC). Since the
biggest enemy of any engine is heat, it is a
logical deduction that properly-conducted
LOP operation, besides being the most
efficient, also results in improved engine life.
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In the heyday of piston-powered airliners, such
as Constellations, DC-6’s, and DC-7’s, LOP
operation (or on the lean side of peak power)
was the accepted, and indeed recommended,
way of increasing engine life and airplane
range (just ask my friend Henry Van Kesteren).
However, before LOP operations can be
conducted, certain conditions have to be
met, like no induction and exhaust leaks,
correct magneto timing, balanced fuel delivery
with closely matched fuel/air ratios to each
cylinder (such as provided by GAMI injectors),
and, most especially, accuracy of engine
instrumentation (TIT, CHT’s, and fuel flow).
I do not recommend full-power climbs
into the flight levels, due to the difficulty of
maintaining reasonable (below 400°F) CHT’s.
I strongly believe that the flight levels are a
harsh environment for any piston engine due
to cooling requirements, and that flying the
piston-engine PA 46’s at no more than 65%
power and only in the high teens/low twenties
is a good way to make that engine last.
During the Second World War, at the zenith
of piston-engine technology, piston-engine
aircraft were operated many times above
30,000 feet, however the pilots had a couple
of good incentives: 1. Higher was safer when
someone was shooting at you from the ground,
and 2. Uncle Sam would readily provide a new
engine if you trashed the one(s) installed in
your airplane (engine TBO’s in those days
were measured in hundreds, not thousands,
of hours, under the best of circumstances).

As I always tell my students, hope for the
best but always prepare for the worst or,
put another way, paranoia leads to a long
life in airplanes. Never hesitate to use the
magic E-word when the situation demands it!
I did, however, have two close calls which were
entirely the fault of John Mariani, and not the
result of systems failure: the first was many
years ago during an inadvertent freezing rain
encounter in a little Cherokee I was delivering.
The forecast was correct (as it usually is), but
Dummy had just to go out and take a look,
and it required everything I had just to keep
the airplane flying and land at the nearest
airport (Okmulgee, OK), with a lot of unpaid
overtime from my Guardian Angel, I am sure.
The second was being knocked unconscious
during a HALO (High Altitude Low Opening)
parachute jump when I was a teenager. This
was caused by the reserve parachute (worn
as a chest pack in those days, with a metal
panel holding the altimeter and stopwatch)
not having been tightened enough by Dummy
before leaving the airplane and hitting me in
the chin (and producing a nasty cut) when I
opened my main chute at low altitude after
a long free fall. It knocked me out cold for
quite a few seconds, and, when I came to,
I noticed with a lot of relief that the main
chute had completed the opening sequence
with no malfunction, and I also noticed

all the blood dripping from my chin cut.
In both of these events, the only one to
blame was John Mariani, and they taught
me some valuable lessons, namely to
keep much closer tabs to that swarthy little
Italian when we are together in an airplane.
Does a PA46 insurance-approved instructor
need to get recurrent training? If so, where
do you go?
T h o s e w h o c a n n o t f l y, t e a c h …
Seriously, flying and teaching in these
airplanes every week brings, by default,
a fairly high level of proficiency (at night, I
dream PA 46 V-speeds and procedures for
in-flight emergencies, usually in color). It is
important, however, to be evaluated by another
competent Instructor to make sure that no
bad habits are forming. To accomplish this,
I get a Flight Review every year from other
qualified Instructors (usually in a PA 46). As
an Instructor, I also attend a Refresher Clinic
every two years to renew my certificate.
Do you do any other type-specific insuranceapproved training? What about the P210, TBM
or Pilatus? I am qualified in the PC-12, but at
the present time I have no time to teach in it.
I have flown the TBM 700 several times, but I
am not formally qualified in it. The PA 46 series
occupies all of my training time right now.

In the final analysis, a significant step forward
in making the engine last, besides what I have
outlined above, is to minimize the variable
of pilot’s technique in the operation of the
engine. This is what has been made possible
by the FADEC-equipped (Full Authority
Digital Engine Control) piston engines now
becoming available and by a turbine engine
such as the PT6A (a wonderfully simple
engine compared to any piston powerplant).
Did you ever have to handle an in-flight
emergency in a PA46 or other plane?
I must have some Irish blood in me, since I
have lived a relatively charmed flying life. In
my many years of flying, I have had plenty
of abnormal situations (in PA 46’s and other
models) caused by mechanical or ATC
failures, such as failure of the hydraulic pump
followed by an emergency gear extension
(twice in actual IMC), loss of alternators, slow
loss of cabin pressure due to a disconnected
bleed air line, some smoke in the cabin
due to a “fried” radio, stuck wastegates, an
Italian controller vectoring me right into a
thunderstorm over the city of Turin, totally
clueless Indian controllers, and many, many
more. However, I never had a truly immediately
life-threatening event such as a total engine
failure at low altitude or an in-flight fire. In fact,
I only declared an emergency once: during a
test flight in a brand-new Piper Seneca due to
an indication of an unlocked nose gear. I did
so to get the crash/rescue equipment ready
on the ground in case the indication turned
out to be the real thing (which it did not).
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Note from the President
Communications
by Jim Yankaskas

Multiple Channels

Good communication is an important
component of leadership, especially in a
volunteer organization such as MMOPA. The
current Board and its predecessors have
developed many ways to inform members of
progress and activities, and to solicit input. This
magazine is a fine example. My report in each
issue, reaching every member, summarizes
the most critical decisions and active topics.
The MMOPA website provides important
member services, including course schedule
and registration for the Safety and Training
Foundation, a library of PA-46 articles,
incident/accident reports, and PDF files of our
magazine, available all the way back to the
winter 2000 issue. The interactive Forum on
the website covers topics under the headings
of General, Avionics, Engine and Airframe,
Turbine Operations, and Skills and Training,
plus five Vendor Forums. These can provide
important equipment and safety information,
advice on specific PA-46 topics, and a place
to air concerns and recommendations. This
section is popular, listing in mid-January
last year more than 40,000 posts in more
than 4,800 topics by nearly 1400 members.
Like other internet websites, the quality of
the information posted is dependent on the
posting individual. Consistent objectivity and
accuracy help establish credibility and increase
the value of this medium. I have all the postings
forwarded to my primary e-mail account. I
read them daily, and cull valuable information
and opinions from the membership. I posted
my first informational President’s Note at the
end of 2006, and will post similar concise
notes in the future to inform the membership
a b o u t M M O PA a n d B o a r d a c t i v i t i e s .
Our membership meeting at the annual
convention is the Board’s main report to
members on the state of MMOPA. Since
some members did not attend that meeting, I
summarized the key points in my President’s
Note in the winter issue of this magazine,
in which we provided comprehensive
convention coverage. The Board welcomes
your input and suggestions. You can do this
through any of these media, and through
e-mail or other means of communication
with any or all of the Board members.

Mead Aircraft

Mead Aircraft Services was reinstated as a
Piper Service Center in the fall. Kevin and
Cynthia Mead deserve full credit, and our
thanks, for maintaining their high standards
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and for negotiating a fair deal with KCAC.
Angelo Fiataruolo, the General Manager
of KCAC, has also earned our thanks and
kudos for looking at the issues openly and for
developing an arrangement that benefits all
parties. The MMOPA board helped a bit. Prior to
our Colorado Springs Convention, I appointed
a committee to address Mead Aircraft’s
change in status. That committee discerned
the facts, sought common and beneficial
goals, and facilitated communications.
Thanks to Richard Geist, Douglas Leet,
and Jeff Schweitzer for their effective
communications and work on this issue.

Work in Progress

The Board works on MMOPA issues throughout
the year with committees and board meetings.
We conduct most business by e-mail and
conference calls. The Board meets at the
annual convention and at a day-long meeting
in the spring. For economy and convenience,
we held last year’s spring meeting near the
Dallas-Fort Worth (DFW) Airport. Our 2007
meeting will be in St. Louis on April 14.
Our agenda includes analysis of the Colorado
Springs convention, planning for the Tulsa
Convention, and future convention sites.
Many site suggestions have appeared on the
MMOPA General Forum, but only a few of them
have adequate facilities for our primary annual
event. We have been discussing the benefits of
adding regional MMOPA meetings for about a
year. Such regional meetings would be smaller
and shorter than our annual convention, and
would embrace some educational goals
of both the convention and the Safety and
Training Foundation sessions. Some of the
suggested convention sites might be ideal for
such a meeting. Please tell me or other Board
members what you think of such a proposal.
Planning for the 2007 Tulsa Convention is
an important agenda item. Cookie Goldberg
collected and collated suggestions from
the Colorado Springs evaluation sheets.
We will brainstorm educational and social
ideas at the meeting, and also want your
suggestions. Please send them to me,
Doug Leet, or any other Board member.
The newly formed Companion Pilots
Committee, comprised of well known MMOPA
convention participants, promises to develop
a robust program that will rival the MMOPA
academic program in quality and interest.
The key MMOPA operational issue on the
current agenda is our response to the18-year

liability limitation and how our maintenance
might be impacted by the problem. We
addressed that issue before the start of our
Colorado Springs convention, have been
collecting data, and will be analyzing our
options in detail. This issue will certainly
generate much more news and discussion.
Like many MMOPA and Board members, I
own a Malibu that is well over 18 years old.

Vendor interactions

Last year we had a thoughtful discussion about
our association’s goals, and the academic
content of our convention. We considered
opinions on both sides of the question of
focusing MMOPA’s attention and academic
program on the PA-46 or having Vern Raburn
of Eclipse Aviation give the Fred B. Hyman
Memorial Lecture. The Board voted 6 to 3 to
adhere to the membership’s 2004 decision
to focus on the PA-46, and to organize the
convention’s academic program in like
manner. Some members were concerned
that this decision would weaken MMOPA’s
independence and ability to interact with Piper
and other vendors. There is no evidence that
MMOPA has been compromised in any way
by this decision. New Piper has taken no
actions to influence our operations. In contrast,
we have developed a good relationship and
better communications with Piper that foster
MMOPA’s goals. Jim Bass and other Piper
employees and dealers provided us with
helpful information to understand and deal
with Kevin Mead’s Piper Service Center issue.
I expect this pattern to continue. The Board’s
decision kept MMOPA effectively directed at
our mission to educate members on issues
relating to the safe operation of PA-46 aircraft.
Vern Raburn was offered a 2006 convention
speaking position other than the Hyman
Memorial Lecture. He declined, and Eclipse
did not participate in our Colorado Springs
convention. Mike McConnell, Vice President,
Sales and Marketing for Eclipse Aviation sent
me a letter on November 22, 2006, emphasizing
that Eclipse has no ill will or resentment toward
MMOPA. He emphasized that our group has
earned their respect and admiration, and that
“Eclipse Aviation completely supports the
Malibu Mirage Owners and Pilots Association,
including the annual convention.” This
indicates that they recognize our goals
and respect our autonomy and decisions.
The letter also reflects MMOPA’s strength
and importance in the aviation community.
Best wishes for a safe and enjoyable 2007.
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Aviation News
Bad Trend
by Doug Leet

Douglas Leet studied at Michigan State University and received his M.D. degree from The University
of Chicago. Internship, residency and fellowship in General Surgery and Urology followed in Chapel
Hill at The University of North Carolina. He practices Urology in Raleigh, specializing in pediatric and
microsurgery, female urology and oncology. Flying was always just a dream until 1978, when he began
early morning lessons before work during his fellowship in general surgery. Thirty days later, with nearly
continuous ground school, he had his private certificate. Doug bought a 1964 Mooney M20E shortly
thereafter and obtained his instrument ticket in 1980. The M20E was sold for an M20K(turbo), and finally
the ultimate flying machine, his 1984 Malibu. Doug’s flying experiences expand across all of North
America and into the Southern Caribbean.
Our accidents, and hence fatalities, are back
on the rise:
NTSB Identification: NYC07FA009
14 CFR Part 91: General Aviation
Accident occurred Thursday,
October 19, 2006 in Odenton, MD
Aircraft: Piper PA-46-310P
Registration: N9130N
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 October 19, 2006, at 1545 eastern daylight
time, a Piper PA-46-310P, N9130N, was
destroyed when it impacted trees and terrain
during an approach to landing at Tipton Airport
(FME), Odenton, Maryland. The certificated
commercial pilot/owner and the passenger
were fatally injured. Visual meteorological
conditions prevailed, and an instrument flight
rules (IFR) flight plan was filed for the flight,
which departed Tipton Airport about 1542,
and was destined for Brookeridge Airpark
(LL22), Downers Grove, Illinois. The personal
flight was conducted under 14 CFR Part 91.
According to preliminary information obtained
from the Federal Aviation Administration
(FAA), at 1436, the pilot contacted the
Altoona Automated Flight Service Station to
file an IFR flight plan from Tipton Airport to
Brookeridge Airpark. Upon filing the flight
plan, the briefer asked the pilot, “now you
are aware that you are departing an ADIZ
[Air Defense Identification Zone], right?”
The pilot responded in the affirmative.
Prior to departing on the accident flight, an
airport employee spoke with the pilot. The pilot
asked the employee about the procedures
for departing Tipton Airport. The employee
advised the pilot that he needed to contact
the Potomac Terminal Radar Approach
Control (TRACON) facility via telephone in
order to obtain his departure clearance,
as the airport’s ground communications
outlet did not work reliably. The employee
later heard the pilot state over the airport’s
common traffic advisory frequency that he
was taxiing onto the runway for departure.

At 1542, the pilot contacted the Potomac
TRACON. He stated that he had just departed
Tipton Airport, and that he would like to
obtain an IFR clearance to Brookeridge
Airpark. The controller then asked the pilot
if his transponder was “squawking” 1200,
to which the pilot replied in the affirmative.
The controller then informed the pilot that
he was violating the Washington D.C. ADIZ,
that he needed to land at Tipton Airport
immediately, and that he would provide him
with a telephone number “for air defense” in
a moment. The pilot responded that he would
land at Tipton Airport immediately. About 10
seconds later the controller stated that he
was too busy, that the pilot should “just turn
it off, land, and call us on the phone for your
clearance.” The pilot responded, “roger,” and
no further communications were received.
Another airport employee, who had interacted
with the pilot prior to the accident, witnessed
the final moments of the accident flight.
According to the witness, the pilot called 3
days before the accident and asked about
the transient procedures at Tipton Airport. The
pilot flew into the airport later that evening,
and landed after business hours. The witness
next saw the pilot on the day of the accident
when he and his passenger arrived at the
airport. The pilot and his passenger embarked
the airplane, and taxied to the fuel pump,
where the pilot was assisted by another
airport employee in fueling the airplane.
About 15 minutes later, the witness saw the
accident airplane flying in the traffic pattern on
the left downwind leg. He thought something
was unusual because the airplane was
traveling “very fast,” and was closer to the
airport than airplanes in the traffic pattern
normally were. He heard the engine running
“very loud.” The airplane then turned “very
steeply” to the left, and was “almost vertical”
to the point where he could see the tops of
both of the airplane’s wings. While in the steep
turn, the airplane began descending. The
airplane continued in the descending turn, and
reached the final leg of the traffic pattern, but
had “overshot” the runway and was lined up
with “the ramp or the taxiway.” The airplane
was still in a steep left bank and descending
when the witness lost sight of it behind trees.
A retired FAA inspector observed the airplane
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as it departed, and recounted observations
similar to the airport employee’s. According to
the inspector, shortly after the airplane took off,
it entered clouds. He next heard the airplane
on the downwind leg of the traffic pattern,
and saw it descending out of the clouds. The
airplane “had quite a bit of speed,” and entered
a steep, rapidly descending turn to the left. As
the airplane continued the turn onto the final
approach, it was right of the runway centerline
and “too low.” The inspector then lost sight of
the airplane behind trees, before hearing the
sounds of impact. He further described that
on the day of the accident he did not see any
other airplanes flying under visual flight rules,
and that he estimated the ceiling was near the
1,100-foot traffic pattern altitude at the airport.
The pilot held a commercial pilot certificate
with ratings for airplane multi-engine land and
instrument airplane. He also held a private
pilot certificate with a rating for airplane
single engine land. His most recent FAA
third class medical certificate was issued
on June 26, 2006, and on that date, he
reported 3,800 total hours of flight experience.
The accident airplane was a Piper PA-46-310P,
manufactured in 1987. On March 27, 1996 the
original Teledyne Continental TSIO-520 engine
was replaced with a Teledyne Continental TSIO550 engine. That engine was subsequently
replaced on January 30, 2003 with a Pratt and
Whitney Canada PT6-35 turboprop engine.
The weather conditions reported at Baltimore/
Washington International Thurgood Marshal
Airport (BWI), located about 6 nautical
miles northeast, at 1546, included winds
from 180 degrees at 4 knots, 5 statute
miles visibility in mist, a broken ceiling at
1,200 feet, an overcast ceiling at 1,900
feet, temperature 66 degrees Fahrenheit,
dew point 63 degrees Fahrenheit, and an
altimeter setting of 29.77 inches of mercury.
The initial impact point was marked by freshly
broken branches in a tree, about 50 feet above
the ground. The tree was located about 2,200
feet southeast of the runway 28 threshold
and about 190 feet right of the extended
runway centerline. The outboard portion of
the left wing was lodged in the tree, and a
majority of the left aileron was located in an
adjacent tree. A wreckage path about 140

feet in length, oriented in a direction about
330 degrees magnetic, led up to the main
wreckage. Numerous broken tree branches,
the right portion of the horizontal stabilizer
and elevator, and other small pieces of
wreckage were located along the wreckage
path. Further examination of freshly cut tree
tops located along the wreckage revealed a
swath, roughly the same size and shape as the
accident airplane, was cut. The branch cuts
were consistent with the airplane impacting
the trees in a 45-degree, left wing down turn.
The main wreckage was consumed by a
post-crash fire. Flight control continuity was
confirmed from the rudder and elevator to the
cockpit, and from the ailerons to the center
section of the fuselage. The elevator trim
jack screw was set to a position consistent
with neutral trim. Measurement of the flap
actuator revealed a position consistent with
the flaps up. The right main landing gear
was extended and the actuator was bent.
The nose landing gear was folded into its
well and was separated into two pieces. The
left main landing gear was not recovered.
The four-bladed propeller remained attached
to the engine gearbox. Two of the blades were
burnt away, and only about 1/4 of their span
remained. The remaining two blades were
bent aft, and twisted toward the low pitch
position. Examination of the engine revealed
that the compressor turbine shroud displayed
circumferential scoring, and the outer rim
of the compressor turbine disc displayed
circumferential rubbing. The compressor
turbine disc hub was circumferentially
machined as was the power turbine hub.
Neither the airframe nor the engine exhibited
any signatures consistent with a pre-impact
failure or malfunction. The wreckage was
released to a representative of the owner’s
insurance company on October 25, 2006.
NTSB Identification: CHI07LA018
14 CFR Part 91: General Aviation
Accident occurred Friday,
November 03, 2006 in Chester, IL
Aircraft: Piper PA-46-310P
Registration: N460TM
Injuries: 1 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 November 3, 2006, at 0720 central
standard time, a Piper PA-46-310P, N460TM,
operated by a private pilot collided with soft

terrain during an off airport forced landing in
Chester, Illinois. The pilot was not injured and
the airplane was substantially damaged. The
flight was operating in visual meteorological
conditions and an instrument flight rules flight
plan had been filed. The flight originated
from the Cape Girardeau Regional Airport
(CGI), Cape Girardeau, Missouri, at 0645,
with an intended destination of the DuPage
County Airport (DPA), West Chicago, Illinois.
The pilot reported that during cruise flight
at 9,000 feet, he noticed the oil pressure
dropped lower than normal for the airplane.
He headed toward the closest airport as the
oil pressure, oil temperature and manifold
pressure all decreased. The pilot stated he was
not going to be able to make it to the airport,
so he selected an open bean field in which
to land. He stated he extended full flaps and
used the emergency landing gear extension
system to extend the landing gear. The pilot
reported that when the airplane touched
down the landing gear sunk in the muddy
terrain. According to the pilot, the airplane
rolled about 25 feet prior to coming to a stop.
Both main landing gear were separated
from the airplane during the impact. The
nose gear collapsed and the right wing was
pulled away from the fuselage at both the
forward and aft attach points. A hole was
visible in the crankcase below the #4 cylinder.
Identification: DEN07LA030
14 CFR Part 91: General Aviation
Accident occurred Thursday, November
30, 2006 in Steamboat Sprng, CO
Aircraft: Piper PA-46-500TP
Registration: N804JH
Injuries: 1 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 November 30, 2006, at 0850 mountain
standard time, a Piper PA-46-500TP, singleengine turbine airplane, N804JH, sustained
substantial damage when it impacted terrain
following a loss of directional control during
takeoff roll from the Steamboat Springs
Airport/Bob Adams Field, Steamboat Springs,
Colorado. The commercial pilot, who was the
sole occupant, was not injured. The airplane
was registered to Twin Landfill Corporation,
Bozeman, Montana, and operated by the pilot.
Visual meteorological conditions prevailed,
and an instrument flight rules flight plan
was filed for the Title 14 Code of Federal
Regulations Part 91 personal flight. The flight

was originating at the time of the accident
and was destined for Canon City, Colorado.
According to the pilot, during the takeoff
roll at 50 knots, he lost directional control
and the airplane veered off the left side of
the runway. The airplane continued to the
left and entered the snow covered safety
area. The airplane’s left wing struck an
embankment and the airplane came to rest
upright. The pilot reported the winds “a little
above calm” at the time of the accident.
Examination of the airplane by airport personnel
revealed the left wing spar was damaged.
NTSB Identification: CHI07LA035
14 CFR Part 91: General Aviation
Accident occurred Sunday,
December 03, 2006 in Atlanta, GA
Aircraft: Piper PA 46-350P
Registration: N46PT
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 December 3, 2006, about 1114 eastern
standard time, a Piper PA 46-350P, owned
and piloted by a private pilot, was reported
to have received substantial damage after
inspection at Indianapolis Metropolitan Airport
(UMP), Indianapolis, Indiana. The pilot stated
that the autopilot disengaged over Atlanta,
Georgia, during cruise at flight level (FL)
220. The airplane then entered a “dive” from
which he recovered at FL 190. The 14 CFR
Part 91 personal flight was operating on an
instrument rules flight plan. The private pilot
and passenger were uninjured. The flight
originated from Page Field Airport, Fort Myers,
Florida, about 0823 and was en route to UMP.
The pilot stated that he heard a “loud
whistling noise” and noticed that the right
side attitude indicator horizon was “tilted”.
He was leaning over the right front pilot seat
while “focusing” and “adjusting” the right
side attitude indicator horizon. He “soon”
noticed that the right side heading indicator
was turning. He sat up and “discovered”
the airplane was in a “dive”. He leveled the
wings and pulled out of the “dive” at FL 190.
NTSB Identification: DEN07WA038.
The docket is stored in the Docket
Management System (DMS). Please contact
Records Management Division
14 CFR Non-U.S., Non-Commercial
cont. page 26
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Aviation News
(continued)

Accident occurred Saturday, December
16, 2006 in Augsburg, Germany
Aircraft: Piper PA-46-350P
Registration: N90U
Injuries: 1 Uninjured
On December 16, 2006, at 0631 UTC, a Piper
PA-46-350P, U. S. registration N90U, serial
number 4622106, sustained substantial
damage when the airplane’s engine lost power
and the airplane subsequently impacted
terrain after takeoff from Muhlhausen Airport,
Augsburg, Germany. Visual meteorological
conditions prevailed at the time of the
accident. The pilot, the sole person on board
the airplane was not injured. The cross-country
flight was destined for Thessaloniki, Greece,
and was originating at the time of the accident.
NTSB Identification: LAX07FA059
14 CFR Part 91: General Aviation
Accident occurred Thursday,
December 21, 2006 in Concord, CA
Aircraft: Piper PA-46-350P
Registration: N1AM
Injuries: 4 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 December 21, 2006, at 1101 Pacific
standard time, a Piper PA-46-350P, N1AM,
collided with flat terrain about 200 yards
northwest of the approach end of runways
14 left and right, at Buchanan Field (CCR),
Concord, California. The pilot/owner operated
the airplane under the provisions of 14 CFR
Part 91. Impact forces and a post-impact
fire destroyed the airplane. The commercial
multiengine instrument rated pilot, and three
passengers were fatally injured. The personal
cross-country flight departed Montgomery
Field (MYF), San Diego, California, at 0847, with
a planned destination of CCR. Day instrument
meteorological conditions prevailed, and an
instrument flight rules (IFR) flight plan had
been filed. The wreckage came to rest at global
positioning system (GPS) coordinates of 37
degrees 59.868 minutes north latitude and
122 degrees 03.650 minutes west longitude.
According to a California Highway Patrol
(CHP) officer, the observed weather was
light rains and cloudy with about a 2,000foot ceiling. The aviation routine weather
(METAR) issued for CCR at 1111 reported
winds from 070 degrees at 4 knots; visibility
2.5 statute miles with light rain and mist,
a broken cloud layer at 2,900 feet and an
overcast cloud layer at 3,400 feet; temperature
07 degrees Celsius, dew point 04 degrees
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Celsius; altimeter setting of 30.27 in Hg.
According to a witness, the airplane flew over
the top of his position and made a slight right
turn westbound. He looked away for a second
and when he looked back, the airplane was
in a nose-down attitude and then impacted
the ground. The witness was located about
a mile northeast of the accident site on top
of a natural gas storage container (about
50 feet in height), when the airplane passed
over the storage containers. He estimated
the airplane to be about 50 feet above him.
Another witness, located on the northeast
corner of the airport between runway 19R
and 14L, stated that he could see across
the airport, but a cloud layer existed. He
observed the airplane make a turn to the west
parallel to highway 4 and then make a left turn
southbound. As the airplane continued to make
the left turn, the left wing continued to drop,
which stalled the airplane. The airplane started
to spin prior to impacting the ground in a nose
down attitude. He also reported that he heard
the engine power up as the left wing stalled.
Both witnesses reported that the airplane
was flying low and appeared to be at a
slow airspeed. The airplane was flying
in a wings level attitude and they did not
hear anything wrong with the engine.
The National Transportation Safety Board
investigator-in-charge (IIC) reviewed recorded
audio transmissions between the pilot and
CCR tower personnel. After passing the outer
marker (OM), tower personnel asked the
pilot to report the airplane’s altitude. The pilot
reported 700 feet. The controller indicated that
the altitude for crossing over the OM was 1,300
feet. The controller issued a low altitude alert,
cleared the pilot to land 19R, and instructed
the pilot to report the missed approach.
The controller also reminded the pilot that
the minimum descent altitude on the LDA
(Localizer (type) Directional Aid) was 440 feet.
The controller asked the pilot if he had the
airport in sight, with the pilot replying in
the affirmative. The controller then cleared
the pilot to land on 19R, with the pilot
acknowledging the landing clearance.
Shortly thereafter, the controller instructed
the pilot to execute the missed approach as
the flight was off course and headed away
from the airport. The controller instructed
the pilot to start a climbing left turn to the
VOR. The pilot reported that he had the
airport insight for runway 14. The controller
instructed the pilot to go-around, and that he
was not cleared for landing on runway 14.

According to the Federal Aviation
Administration (FAA) approved LDA approach
chart for runway 19R, in the notes section
indicated that circling was not authorized
west of runway 1L-19R. The approach
course was on a 181-degree magnetic
heading. The missed approach procedure
was to climb to 900 feet, then a climbing
left turn to 3,500 feet direct to CCR VOR/
DME (very high frequency omni-directional
range and distance measuring equipment).
The first identified point of impact (FIPC) was an
impression in the ground similar to the length
of a wing and the propeller assembly that
was contained on the south side of the center
median of highway 4. Investigators found the
pitot tube (normally located on the outboard
section of the left wing) embedded in the soft
dirt. Forward of the wing impression was the
propeller assembly embedded in the soft dirt
that abutted the highway asphalt. Two angular
cut marks were found in the asphalt next to the
propeller. The airplane came to rest facing on
a 320-degree magnetic heading, about 100
feet south of the center median in an open
grassy area between the eastbound lanes of
Highway 4 and Marsh Street, and 200 yards
from runway’s 14L and 14R. The debris path
was along a magnetic bearing of 140 degrees.
The engine remained connected to the engine
mounts and airframe, and the airplane remained
intact. The left wing of the airplane separated
about midspan; however, it came to rest with
the airplane in its approximate normal position.
Both wings were crushed from the leading
edge to the trailing edge and were pushed in in
an aft and upward direction. The right wing fuel
tank, a wet wing, had split open at the rivet line.
Fueling records obtained from Gibbs Flying
Service established that the airplane was
last fueled on December 20, 2006, with
the addition of 52 gallons of Jet A fuel.

Accident Review Synopsis
Oct 19: This fatal accident involved a
Washington ADIZ violation, and has been
discussed on our website. It is clearly our
responsibility as pilots to know and follow
the published procedures. This accident
did not need to happen, and reminds me of
the Hilton Head fatalities several years ago.
Nov 3: An engine failure in a Malibu
and a successful off airport landing
without injury. Remember, the insurance
company now owns that airplane.
Nov 30: This problem has been described
before in other accidents. There have been
reports of the front wheel “pancaking”

under lateral stresses leading to “loss of
control.” This needs to be investigated further.
Dec 3: The design limits were exceeded leading
to some “damage.” This airplane is back into
service and the pilot seems to have handled
things appropriately after recognizing the
unusual attitude created by the instrument failure.
Dec 16: We do not have enough information
about this problem but, the pilot was
uninjured and walked away from the
off airport landing due to engine failure.

Convention costs: Our Broadmoor convention
was great if I may say so but, a big money
loser for our organization. We are not
charging enough to cover our costs, and
we need to either increase fees or decrease
services. Alcohol was a major expense. Do
we make it a cash bar? Increase fees? Give
limited tickets for drinks? Let us know your
thoughts so we can please the majority.
MMT&SF: MMOPA is a major supporter of
this great organization. We need to help the
foundation become fully self-sufficient so
MMOPA can use funds for other problems

as they arise. I think we have proven how
important this training is to us; we just need to
pay something closer to the true value, or risk
losing the benefit. The Board needs to consider
these issues. Again, give us your input.
Kevin Mead Aircraft: Kevin Mead has been
reinstated as a Piper Service Center by
KCAC. This emphasizes the continued
support by Angelo (CEO-KCAC) and Piper
to MMOPA. Angelo has made a commitment
to high quality maintenance and to our M/
MS&TF. We thank Angelo and KCAC for their
support and contribution to our foundation.

Dec 21: Sounds like an approach stall
according to the reports. A circle-to-land
in low ceiling and visibility circumstances
is one of the most dangerous scenarios I
can think of. The stall became 4 fatalities.
In the last 3 months, there are six (6)
recorded accidents with the NTSB. Three
accidents involved piston powered aircraft
(1 Malibu, 2 Mirages), and three were
turbine powered (2 JetProps, 1 Meridian).
Now, who had the fatalities? Pistons: 0
(all uninjured); Turbines: 6 fatalities.
The two fatal crashes were certainly pilot
induced; one a departure stall and one an
approach stall. Stalls are commonly fatal,
much more so than an engine failure or an off
airport landing. I bring this topic up because
I feel strongly that some of the turbine drivers
feel they are safer pilots due to the turbine
power. But, the weakest link is not the plane,
but the pilot and his decision-making. As
our fleet becomes more turbine-powered,
it is imperative that we concentrate more
on piloting skills and decision making. This
is more important than your powerplant!

Other News
Board Appointments: The Board is planning
several term expirations and reappointments
coming up this next term. We will be asking for
volunteers to continue with this important job.
Convention site selection: We are seriously
considering three or four mostly permanent
sites with an occasional substitution. This
would help with consistency and contract
negotiations. There seem to be certain sites
that are favorites, such as the Broadmoor.
Eighteen year service problems: This is
not an exclusive Piper problem. It extends
to all the manufacturers and is a complex
business/liability issue. I think this is best
handled by the larger General Aviation
organizations (GAMA, AOPA), and we
should encourage them with our support.
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Views from a JetProp
The VLJ is Here!
by 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

Here we go again. With bated breath, I
waited to see if a Piper Jet gracing the cover
of the last issue would generate a firestorm
of protest. None was forthcoming. But will
MMOPA members embrace Piper’s entry
into the very light jet market? I assume so
since the new jet is in the bloodline of the
Meridian, an offspring of the Mirage, which
was a derivative of the Malibu. I am told that
the fuselage of the new Piper Jet will have
much in common with the Meridian. On the
other hand, I hope the new Piper Jet does not
have too much in common with the PA46 line.

machine? Or will the new Piper Jet fall prey
to the same disastrous development pains
experienced by the Meridian? I am rooting for
the former, hoping that Piper President and
CEO Jim Bass will one day stand proud as the
Father of the Piper Jet, just as Ed McDonough
is now revered as the Father of the Malibu.

Gut Feeling

Growing Pains?

Those questions will be answered in history
books, so for now we must go with our
gut. The Piper Jet looks “right” to me. The
design gives me the warm fuzzies, similar
to what I remember feeling when first laying
eyes on the Malibu, and later the JetProp.

I was brought to tears last fall at the MMOPA
convention in Colorado Springs listening to
John Mariani tell the story of the origin of the
PA46. His presentation is summarized in the
winter 2006 issue, on page 53, if you were not
fortunate enough to attend. Will the new aircraft
follow the exciting path of the original Malibu,
as described by John, and come to market in
three years as a truly revolutionary new flying

The news coming out of Vero Beach has
been encouraging since Jim Bass took
over the helm. His presentation at the
convention announcing the new Piper Jet
was well received. I was certainly impressed.
Immediately after Mr. Bass concluded his
remarks, I made a beeline to the Piper booth,
barely able to hang onto the $10,000 check

Jim Bass congratulating me after making a deposit on the new Piper Jet.
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burning a hole in my hand. I was so early that
Jack Peter with Des Moines Flying Service
did not know what to do with my money.

Power Plant
The original development and subsequent
evolution of the PA46 has always been closely
linked to the availability of an appropriate
power plant. Well, that is a half-truth. When
I purchased my 1986 Malibu in 1988, I went
to the Piper Flight School for training. About
20 new Malibu drivers were in my class. The
instructor passed out a survey in which Piper
asked if we would buy a turbine Malibu.
Remember, each of us had just purchased
a brand new or new-to-us piston Malibu, but
we were being asked if we would be serious
candidates for a new turbine- powered PA46.
If I remember correctly, we could even choose
what price we would be willing to pay. We were
asked to place an “X” in the appropriate blank
of___ $750,000, ___$850,000 or ___$950,000.
Oh, I almost forgot the other blank… “___ Not
Interested.” Apparently based on the result of

Warren Wood

that and similar surveys, Piper claimed for the
next ten years that a market for turbine singles
simply did not exist. What ever happened
to people with vision? I would bet that Jim
Bass’s marketing study, which led to the
Piper Jet, was a bit more comprehensive and
better targeted to a more receptive group.

Another Upgrade
I am still struggling with the idea of upgrading
from my JetProp to a VLJ. I will soon be
enhancing my commitment for the Piper Jet
with a $50,000 payment. My biggest concern
is my age. I am 68 now, and will be 71 when
I first fly the jet if Piper can really deliver as
promised. Since I am retired, I have few places
I must visit. Would my kids rather have a Piper
Jet or cash? Now that was a dumb question.
Nevertheless, the new laminar flow wings
should be as close as I can get to the no drag
wings I plan on receiving from Saint Michael
some day. Sounds like a good excuse to stay
in the flow and see how the jet plays out.

Darwin and Jeannie Conrad with their latest
Duke conversion, the Royal Turbine

The competition is heating up, and searching
for the right VLJ is becoming more like
shopping in a candy store. Eclipse, which just
delivered the first jet to a paying customer,
plans on cranking out four a day. Is that
possible without flooding the market? By
the way, whatever happened to the diesel
piston? Oops, that requires a propeller.
No mater how you slice the pie, we are entering
a new world of light jets that will have a major
impact on what we buy and fly in the future. This
exciting new era has us individually thinking
about what the future holds for each of us. For
now, my money is quite literally on the Piper Jet.

Silver threads surround the gold.

Correction: My winter issue article featured
Warren Wood. The accompanied pictures
were to feature Warren Wood along with
Darwin Conrad and his wife Jeannie. Well, I
goofed, and gave the editor the wrong picture
file number. We ended up with a great picture
of Bill Prymak and Dr. Lillian Asher, which
had nothing to do with the article. We are
including the correct pictures in this issue.

My wife Nancy tells everyone that I keep the
Decathelon because I like to do Loop’D Loops
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Meridian!
The System Works
by Doug Pendleton

Doug Pendelton is the Regional Sales Manager for the Atlanta office of SouthEast Piper. He has
been a professional pilot since 1997. He can be contracted by e-mail at doug@sepiper.com

Like most aircraft owners, I look with some
dread and apprehension upon any new
Service Bulletin or AD received in the mail.
Even my simple American Champion 7GCAA
is not immune to mechanical meltdowns.
After all, it is an airplane. So those
mailer missives always get my attention.

Safety First
While our initial reaction to unexpected
service information is often negative, we
must remember that safety is the primary
purpose of the system. As pilots, we all gain
personally when our individual airplanes get
needed attention, but the advantages go
beyond that: distributed service information
also advances fleet safety, benefiting
general aviation more broadly. We each
have the opportunity and responsibility to
contribute to our collective good when we
observe or experience a potential problem.
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You’ve Got Mail

oil pressure instrumentation. He had been
on final approach flying in VMC when he
experienced an indication that the engine
had lost oil pressure. After he landed, the
indication reverted to normal as he taxied
to the ramp. His subsequent leg proceeded
without incident, but I nevertheless called
Tom Pentecost to report the situation. As
a precaution, he arranged to replace the
transducer for the oil pressure sending unit.

In addition to selling and maintaining aircraft,
professional aircraft sales teams also take
great interest and pride in looking out for
customers long after the sale. From this
type of long-term relationship I learned
what would turn out to be the first piece
of a rather complex puzzle, which would
eventually result in the new Service Letter.

Second Clue

For this reason, I had an entirely different
reaction when I received a copy of the new
Service Letter from Piper, specifically #1102.
In fact, this particular letter was born from
my effort, working alongside Tom Pentecost,
to bring the issue (described below) to
Piper’s attention. Tom is our SouthEast
Piper Distributor Service Advisor, and a man
I am proud to call a friend and colleague.

First Clue

I received a call from one of my Meridian
customers, who reported a problem with his

Some months later, I had an interesting
experience while flying a Meridian on the ILS/
DME RWY 20 approach into the John C. Tune
airport at Nashville (KJWN). The weather was
not pretty, with a 400 overcast, considerable
turbulence and a strong crosswind, all of
which made the final approach rather labor
intensive. I was coming up on the 3 mile
DME fix, still deep in IMC, feeling more like
a rodeo bull rider than an airplane pilot.
Suddenly, all sorts of annunciators and

warning lights began to start buzzing, beeping
and flashing: this was not a good thing.
A quick, if heart-thumping, analysis first
indicated that the aircraft “felt” okay. I was not
falling out of the sky. I also knew that I would
soon be able to acquire the runway visually. Of
course that also meant the ground was getting
ever closer. So I disciplined myself to “fly the
airplane” in the midst of the cacophony of
warnings. I indeed broke out on short final, and
much to my surprise, all the noise and alarms
suddenly disappeared. Everything returned
to normal. As I taxied to the ramp, I recalled
my friend’s experience. I called him from the
FBO and asked if his “Nashville experience”
had occurred at JWN? It came as no surprise
when he said: “yes, how did you know?”

The Third Clue

The next piece of the puzzle fell into place
fortuitously because my past experience
gave me some familiarity with the Tune
airport. I had previously operated a flight
school in Tennessee, and had often flown
with students into the Tune airport as a crosscountry destination. I distinctly remembered
a strong RF interference bleeding into the

CTAF when turning final to what was then
designated runway 19. I had not experienced
this interference in years, but I suspected
the source of the problem could still exist.
Furthermore, I could reasonably suspect that
this same source would be related to the
erroneous oil pressure indication problem seen
in two different Meridians at the same airport.

The Final Piece

The last piece of the puzzle came into place
when I spoke with a helpful briefer at the
Nashville FSS. He was familiar with the old
CTAF interference problem and explained that
a powerful short wave transmitter in that vicinity
had indeed been the culprit. The issue was
apparently solved by switching to a different
frequency. By contacting the radio station, we
were able to obtain the exact frequency and
power output of their transmitter. We forwarded
this information to Tom, who then contacted
the engineering department at Piper. I soon
learned from Tom that the output from the
station was, not surprisingly, on a frequency
that had the potential to interfere with the oil
pressure instrumentation. There was some
initial question regarding the reproducibility
of the symptoms, but I assured the engineers

that I could recreate the conditions that caused
the failure. In fact, I later took a third Meridian
into the airport with the exact same results.

Solutions

Piper provided us with a special RF shield
to install on a Meridian to test our theory. In
an odd coincidence, my customer who first
experienced the problem had his plane in
our Tallahassee Service Center for an annual.
We got his permission to install the factory RF
shield, and I took the plane to Paris, Tennessee
to deliver the bird back to the owner. Next we
flew together to Nashville on my ride back to
Atlanta. We did the approach into JWN under
VMC; the shield corrected the problem and
we passed this information along to Tom.
Once Piper was armed with our test validation,
the company was able to pinpoint the problem
conclusively and issue the corrective action
outlined in Service Letter 1102. Pretty cool stuff,
and an example of how the system really works
when we take time to forward our valuable
first hand observations to the manufacturer
to ensure that the fleet remains safe.
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Issues and Answers
Are You Current?
by Mary Bryant

Mary has been a pilot for over twenty-five years and has instructed in the Malibu since 1988 when she
worked for the Piper Training Center. Subsequently, she was Eastern Region Sales Director and Malibu
Mirage demonstration pilot for Piper Aircraft. Mary was also co-founder and owner of Attitudes 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.

Staying “current” can be a challenge for
some who do not fly regularly or do not fly
in instrument conditions frequently, either
by choice or circumstance. There are, of
course, multiple levels of currency from
legally current to truly proficient. Truly
proficient is what we aspire to and really
need. The opposite extreme, not legally
current, should be avoided at all costs. So
let’s review what we must do to stay on top
of our game. Of course, if your currency has
lapsed, be sure to get appropriate training
and the proper sign offs before acting as PIC.

5.

6.

When flying solo, do weather conditions
at the time of an instrument approach
have to be IFR to log the approach?
a. yes
b. no

7.

What should one expect to be covered
when completing an instrument
proficiency check (IPC)?
a. precision approach
b. nonprecision approach
c. missed approach
d. holding
e. tracking
f.
circling approach
g. approach to landing
h. partial panel
i.
recovery from unusual attitudes

Questions
1.

2.

3.

4.

Name the five items which a pilot must
possess or have completed to be
legal to complete an IFR flight carrying
passengers.

What is required by the FAR’s for
landing currency to carry passengers?
a. 3 landings in the last 30 days
b. 3 landings in the last 90 days
c. 3 takeoffs and landings in the last
90 days
d. 3 takeoffs and landing in the last
120 days
e. the landings must be to a full stop
Are there any additional requirements
to carry passengers at night?
a. no
b. the landings must have been made
in the last 30 days
c. the landings must have been made
at night
d. the takeoffs must have been made
at night
e. the landings must be to a full stop
What is required to be instrument
current according to the FARs?
a. 6 approaches
b. 6 hours of flight in IFR conditions
c. holding
d. intercepting and tracking
e. required items completed in the
last 60 days
f.
required items completed in the
last 6 months
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If a pilot has not completed the required
activities to remain instrument current
in the last 6 months, how can he/she
regain instrument currency?
a. Complete 6 approaches, holding
and tracking with an appropriately
rated safety pilot
b. Complete a biennial flight review
c. Complete an IPC
d. Complete an instrument rating
check ride with a designated
examiner

8.

9.

What is the maximum heading deviation
acceptable when completing an IPC?
a. +/- 5 degrees
b. +/-10 degrees
c. +10/-0 degrees
d. none
What is the maximum altitude deviation
acceptable when completing an IPC?
a. +/-50 feet
b. +50/-0 feet
c. +/-100 feet
d. +100/-0 feet
e. none

10. What is the maximum course deviation
acceptable when completing an IPC?
a. none
b. one dot
c. a half-scale deviation
d. a three-quarters-scale deviation

e.
f.
g.

a full-scale deviation
3 miles
4 miles

11. What is the maximum airspeed
deviation acceptable when completing
an IPC?
a. None
b. +/-5 knots
c. +/-10 knots
d. +/-15 knots when flying at 140
knots or greater
12.

What is the maximum deviation
permitted when flying a DME arc during
an IPC?
a. +/- 1 nautical mile
b. +/- 2 nautical miles
c. +/- 3 nautical miles
d. +/- 4 nautical miles

13.

How many approaches must be flown
during an IPC?
a. a minimum of 1
b. a minimum of 2
c. a minimum of 3
d. 6 approaches
e. however many the instructor
indicates

14. Will I fail the IPC if I do not use the
correct entry into a hold, i.e. direct,
parallel, teardrop, etc.?
a. yes
b. no
c. maybe
15. What are a pilot’s options if the IPC is
not completed successfully?
a. you’re grounded until successfully
completing an IPC or check ride
b. fly VFR only
c. fly with an instructor or other pilot
who is current and can act as PIC
d. log 6 approaches, holding and
tracking within the 6 month period
or with an instructor or safety pilot
during the six month grace period

primary responsibility to see and avoid
when flying in VFR conditions.

Answers
1.

2.

First, a pilot must have a valid
certificate with an instrument rating.
Pilot certificates do not expire but
the pilot must complete a biennial
flight review for the certificate to be
current. Certificates can, of course, be
suspended or revoked. A pilot must
have a current medical certificate. A
pilot must also be instrument current
and have completed the requisite take
offs and landings to carry passengers.
c. and possibly e. Three takeoffs and
landings in the same category and
class of aircraft are required in the
last 90 days to carry passengers, and
they must be to a full stop if the flight
will involve carrying passengers at
night. Note that not only night landings
are required but also night takeoffs.
Therefore, a flight commencing at 5 PM
while still light and ending after dark at
8 PM would count as a night landing
but not a night takeoff.

3.

c., d., and e. The landings must be to
a full stop and completed at night if the
flight will be at night. For this purpose,
night is defined as the period beginning
from one hour after sunset and ending
one hour before sunrise.

4.

a., c., d., and f. Six approaches,
holding and tracking must have been
completed in the last 6 months to
maintain instrument currency. Although
6 hours of flight in IFR conditions was
formerly required by the FAR’s, it has
not been required for some years.

5.

a. c. and d. If six months has elapsed
without performing the requisite
approaches, holding and tracking,
an additional six month grace period
provides an opportunity for the pilot
to complete these items with an
appropriately rated safety pilot. An IPC
fulfills the requirements and one could
complete an instrument check ride if
he or she is a glutton for punishment.
Although a biennial flight review often
includes an IPC for an instrument
pilot, a biennial flight review does
not substitute for an IPC. A specific
endorsement for an IPC must be
obtained in addition to the endorsement
for the BFR.

6.

Technically, IFR conditions do not have
to exist to log an approach. However,
the approach must be flown solely
with reference to the flight instruments.
Unless the pilot is with an appropriately
rated safety pilot, this would not be
prudent. Even when flying on an IFR
flight plan and clearance, the PIC has

7.

All of the above are required. The
requirements for an IPC are clearly set
forth in the Instrument Rating Practical
Test Standards.

8.

b.

9.

c. or d. The answer depends on where
you are on the approach. For most
of the approach, +/-100 feet is the
acceptable tolerance. However, once
at minimum descent altitude +100/-0
must be maintained.

10. d. A three-quarter-scale deviation is
permitted for a private instrument rated
pilot. Only one dot or one-quarter-scale
deviation is permitted for ATP check
rides.
11. c.
12. a.
13. c. and e. Standards dictate that one
precision and two non-precision
approaches of the type expected to
be used by the pilot must be flown.

However, additional approaches are at
the discretion of the instructor and may
be required.
14. c. Standards do not indicate that a
specific entry is mandatory. Standards
merely indicate that the pilot “explains
and uses an entry procedure that
ensures the aircraft remains within the
holding pattern airspace for a standard,
nonstandard, published, or nonpublished holding pattern.” Personally,
I like to be established on the holding
radial inbound so I’m often inclined
to execute a teardrop entry when
a parallel may be more technically
correct. I think the sooner one is
established on the inbound radial the
better, especially when anticipating
continuing inbound for an approach
immediately after passing the holding
fix. It’s akin to achieving a stabilized
approach earlier when done this way.
15. b., c., or d. A number of options are
available to ensure legal currency.
However, the most important part in
flying safely is genuine proficiency,
which may or may not have much to do
with legal currency.
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Malibu Maintenance
Window Inspection and Maintenance
by Kevin Mead

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

By now, most of you have heard about the
new Piper SB 1175, “Pilot’s Side Window
Inspection.” This is a two-part bulletin calling
for initial inspection of the pilot’s side window
after 350 hours, and every 50 hours thereafter.
We must pay particular attention to the area
around the small, triangular storm window. The
affected area should be inspected for cracks,
nicks, crazing, or other anomalies. Part two
calls for replacement of a cracked window
with the Piper part currently available. The
bulletin also holds out hope that an improved
window may become available down the line.

Change for the Better
A new window design would be welcome:
a cracking problem has haunted the fleet
since the late 1990’s. I do not mean to imply
that the problem did not exist previously.
The side windows on older Malibus and
Mirages have always had a weak spot under
the storm window, and some are becoming
dangerously nicked and crazed due to
age and exposure to harsh environments.
However, cracking has never been more than
an occasional finding on pre-1997 Malibus.
After 1997, the problem is so common that
the window is one of the first items I inspect
on these aircraft. I am obliged to have a
replacement in stock at all times despite the
high cost of keeping the window in inventory.

Cause and Effect
In all models, a small triangular cut-out in
the large pilot’s side window receives the
small storm window (sometimes known
as the “credit card” slot). The aft corner of
this triangle has always been a weak spot.
So what happened between the older and
newer models? The 1997 airplane was the
first to incorporate a new storm window
hinge design, which I believe exacerbated
an existing weakness in the window.
The hinge design introduced in 1997
necessitated a notch in the large window
extending the entire length of the lower side
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of the storm window opening. The notch
provided a “seat” for the new hinge. A crack
can develop there in the large window, most
often originating near the aft end of the notch
and extending vertically downward. The full
extent of the crack is often impossible to see,
obscured by the fuselage. As an aside, be
aware that an older plane with a new window
replacement will have the new hinge design.
When we remove these windows for
replacement we often find that the crack
extends all the way through to the bottom of
the window. Because the triangular cut-out is
positioned so low, little material remains left
under the triangular opening, and the new
notch reduces that even further. I am not a
materials engineer, but I suspect the thin band
of remaining material has difficulty withstanding
repetitive movement of the storm window and
multiple cycles of cabin pressurizations.
Eventually a crack can result from the stress.

Close Look
At this point I would like to emphasize that
the inspection spelled out in the bulletin
is not simply a cursory look at the side
window, but a close study of the affected
area. Also, the inspection applies to the
entire PA-46 fleet regardless of what type of
window hinge is installed. Nothing about the
process is mysterious, and an owner can
accomplish the task as well as a mechanic:
you just have to know where to look.
Be aware, though, that the cracks can be
quite difficult to see. Distances between
the bottom of the storm window opening
and the fuselage skin can vary greatly from
plane to plane, ranging from as much as
3/8” to almost no measurable distance. The
Meridian window can be especially difficult
to inspect from the outside due to the large
quantity of sealer around the window. For
this reason we remove the sealer to inspect,
and also look carefully from the inside of the
window. Note that the hinge itself on the post1996 window can hide a beginning crack.

I believe that the cracks always originate
from the storm window opening, not from the
bottom of the large window or the mounting
holes under the skin. In fact, we often use
a prism tool made for inspecting KingAir
windows to look down at the plastic and
mounting holes under the fuselage skin. We
have never found a crack originating there.
So make sure to inspect carefully around
the edge of the storm window opening,
and the chrome hinge if you have one.
We have seen cracked windows in aircraft with
less than 350 hours of flight time, so in my shop
we will continue to perform this inspection in
all planes, even though the service bulletin
specifies only planes with more than 350 hours.

Now What?
What if you find a crack? The PA46 maintenance
manual sets allowable limits for scratches and
nicks but does not allow for any window
cracking or crazing. Yes, we know that many
planes have flown for extended periods
with cracked windows, for multiple reasons:
small cracks are difficult to see, many shops
are unaware of the potential problem, and
replacement windows have historically been
difficult to find. Nevertheless, flying with a
cracked window is a very bad idea; these
are pressurized airplanes! I personally know
of three cases in which a window has blown
out in flight. Fortunately, tragedy was avoided
in all three events, but I guarantee you that
none of the pilots would want to repeat the
experience. In one case, the plane’s fuselage
was substantially damaged when the shoulder
harness was sucked out of the window
and battered the skin all the way down.
Interestingly, to my knowledge, in none
of the three cases do we know if the
window was cracked before the flight.
But given the prevalence of the problem,
I suspect that a crack would probably
have been found during an inspection.

Mad Scientist
I have done a little experimenting in my own
shop. On the ground, we have pressurized
planes with cracked side windows to see
what would happen. Sometimes everything
looks fine. But other times we have observed
that the plastic on one side of a crack
actually pulls up out of the fuselage when
the cabin was pressurized. Knowing how
little window material extends under the
skin, we can easily picture how these
windows might blow out when pressurized.
I would also like to mention a few other
observations, particularly something I have
seen on a few older Malibus. The early storm
window latches are bonded to the window
with an adhesive that sometimes fails in hot
weather, causing the latch to fall off. As a
result, some owners drilled holes through
the window in order to permanently affix the
latch to the window by means of a screw. A
few planes are even flying with DER signoffs for this modification. In the presence of

such authorization and in the absence of
any cracking, I will not insist upon replacing
a drilled window. But I do consider this an
extremely bad practice given our knowledge of
the inherent weakness in the window design.

You Calling Me Crazy?
Since the maintenance manual also mandates
the correction of crazed windows, what should
an owner do if crazing develops? We have
hired companies to polish crazed windows,
and this treatment is highly effective. But
I am increasingly worried about finding
people willing to do this in the future. We
have already had one nationwide window
refinishing company refuse to polish Malibu
windows because Piper would not provide
to the company the minimum allowable
window thicknesses. Without knowing how
much material can safely be removed, the
company is unwilling to remove any at all.

An Ounce of Prevention

Unfortunately, cracks may be impossible
to prevent. We can all hope that Piper
will develop an improved window design
less likely to fail. Concerning crazing and
scratching, hangar your plane if possible,
of course. Exposure to UV rays and blowing
dirt can dramatically deteriorate plastic
windows. Remember that once crazing
begins, the problem worsens over time.
The constant working of the window with each
pressurization cycle causes defects to become
deeper, so try to have imperfections removed
before the problem becomes unmanageable
with a simple fix. I think most owners would
be surprised to see how much windows bulge
during pressurization. Long-time MMOPA
member Loyal Hibbs also recommends
that you never try to scatter human remains
through your storm window in flight. Such
remains are much more abrasive than you
think. But that is a story for another article.

What can you do to avoid window problems?
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Hot Section Inspections
by Chuck Massanopoli

Chuck Massanopoli is Director of Service for Skytech, Inc., where he has worked for16
years, the last five in his current position. Chuck 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 four years. Chuck has been involved with aviation
for the last 25 years. He can be contacted at 410-574-4144 Ext 1300 or by email at
cmassanopoli@skytechinc.com.

When you see the acronym HSI and the topic
is not avionics, think Hot Section Inspection.
Operators of aircraft powered by a PT-6 are
probably already familiar with this term. For
those just transitioning into turbine aircraft,
the inspection may still seem mysterious.
This article will provide an overview of the
engine hot section, along with background
information on inspection requirements and
what you can do to protect your investment.

Engine Geography

caused by dirty fuel nozzles or sulphidation. The
PT6A-42A maintenance manual recommends
that fuel nozzles be removed for inspection
at 400 hour intervals. This inspection involves
checking the spray pattern of the nozzles for
fuel “spitting” or “dribbling.” Both of those
abnormal patterns can cause hot spots, or
worse, subsequent burn through of CT stators
and discs. As for sulphidation, the maintenance
manual calls for regularly-scheduled compressor
washes, which are easy and inexpensive.

The hot section of the engine is where power
is produced. Most small PT-6 engines, such as
the Meridian’s PT6A-42A, have two turbines.
One drives the propeller through the reduction
gearbox and the other drives the compressor.
These turbines are called the Power Turbine
(PT) and Compressor Turbine (CT), respectively.
The compressor draws air in through the intake
screen to combine with the fuel for combustion.
The ignited fuel/air mixture flows out of the
combustion chamber and impacts the CT disc
first. The CT and adjacent components are
therefore affected most by combustion and its
by-products. The other main components of the
hot section are the fuel manifold and nozzles, the
combustion chamber and the Interstage Turbine
Temperature (“ITT” or “T5”) indication system.
Additionally, inside the engine are stationary
discs, called “stators,” designed to ensure that
the hot gases impact the appropriate turbines
at an optimal angle for maximum efficiency.

Take a Bath

Nasty Elements

Seeing is Believing

Several factors influence the operating
condition of hot section components. As a
result of combustion, carbon can accumulate
inside the fuel nozzle passages. Carbon
deposits degrade the fuel nozzle spray
pattern, which could result in non-uniform
combustion and localized high temperature
peaks or “hot spots.” Carbon accumulation
is progressive and can affect all nozzles.
Another common problem is sulphidation, a
type of “hot corrosion” that can affect the turbine
area components of gas turbine engines.
Sulphidation occurs at engine operating
temperatures if sodium and sulphur are both
present, which is often the case. Most aviation
turbine fuels contain sulphur in sufficient amounts
to support sulphidation. The sodium is ingested
during flights along coastal areas or from
atmospheric pollutants and volcanic discharges.

Smart Operations

With some simple preventative maintenance,
you can minimize any potential engine damage
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Two types of compressor washes are done:
desalinization (water only) and performance
recovery. If the aircraft is routinely operated in
a salt-laden environment, a daily desalinization
wash is highly recommended after the last
flight of the day. If salt is less prevalent in the
atmosphere, a weekly wash should suffice.
A performance recovery wash uses chemical
additives to help remove tougher deposits that
are not washed away during desalinization. The
frequency is determined more by engine trend
indications than by the operating environment.
Suspicious trend indications include slightly
elevated ITT, NG and Fuel Flow. If you subscribe
to a trend monitoring program, these changes
will be brought to your attention before you
notice any performance issues. If not on a
trend program, a good rule of thumb is to do a
performance recovery wash every 100 hours.

From a service perspective, the best means
of identifying any hot spots or signs of
sulphidation is to look inside the engine.
Pratt and Whitney’s Service Information
Letter PT6A-116R1 recommends doing a
borescope inspection in conjunction with the
400-hour Fuel Nozzle Inspection. A borescope
inspection entails inserting a flexible scope
through a fuel nozzle opening to access
the Compressor Turbine and Guide Vanes.
By accessing the engine through multiple
openings, the condition of the hot section can
generally be evaluated by looking for cracks,
burning, rubbing of blades and sulphidation.
A true Hot Section Inspection involves splitting
the engine and removing the main components
for a complete visual examination. On a
PT6A-42A, an HSI is required at 1800 hours,
per Pratt Service Bulletin 3003R20. Before
that limit is reached, if the engine ITT or NG
is approaching or exceeding the maximum
allowable limits, this could be an indication
that hot section deterioration has occurred.

This usually happens over an extended period,
since each engine has a “built in” margin.
The margin built into each engine allows for
normal wear of the components, and is usually
calculated from the initial hour of operation
through the hot section and overhaul. However,
if an engine is not operated in accordance with
the performance charts, located in the pilot’s
operating handbook, the wear in the hot section
can be accelerated. For the most part, a pilot
will be able to identify wear or deterioration over
time. However, if a sudden change is noted, the
engine indication systems or installation should
be checked prior to performing a premature
hot section inspection. Faulty sensors are
cheaper to replace than taking the engine apart.

Qualified Mechanics

A Hot Section Inspection can be performed
by an Airframe and Powerplant mechanic
using the appropriate engine maintenance
manual. An A&P can do the disassembly and
reassembly of the engine. However, most
service facilities will use the expertise of a
Pratt and Whitney Authorized shop, such
as Pratt and Whitney, Dallas Airmotive or
Standard Aero, to do the actual inspection
of the individual parts. This ensures that the
components are thoroughly inspected and
refurbished by individuals who are familiar
with the internal components of these engines.
This approach will also help maintain optimum
engine performance, as well as add an inherent
value to the aircraft. Some of these outside
repair/overhaul facilities will also coordinate
an onsite visit to your location and perform the
work from start to finish, so other maintenance
events can be performed simultaneously.
You will likely find a wide range of cost estimates
rather than a specific number when getting a
quote for an HSI. After all, until the hot section
components are inspected, what components
need to be replaced or repaired remain unknown.
Your service facility should be able to discuss with
you what typically can be expected based on
your specific engine and operating parameters.
Editor’s note: as a follow up to this article, in
the fall 2007 issue we will hear from a pilot
who recently had a hot section inspection
completed after doing extensive research on
available options. Phil Rosenbaum, a former
MMOPA member who now flies a PC-12,
will explain how he minimized his costs and
down time, and what additional lessons he
learned that might benefit fellow turbine pilots.
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Notes From

M•MOPA

Headquarters

by Russ Caauwe, Executive Director
Russ has been crazy about airplanes all of his life. He obtained his license in Norfolk, Nebraska, at the
age of 17. Entering the Air Force at 19, Russ served two years as an airborne radar mechanic. In 1950,
he was accepted for pilot training, and after graduation, was commissioned as a 2nd Lt. and pilot.
Russ served in the 82nd Fighter Squadron, flying F-94’s and F-89’s, in Iceland, where he met his wife
Bjorg (Bea).
After completing his tour with the 76th Fighter Squadron in Presque Isle, Maine, Russ pursued various
business interests, including life as a Customer Engineer for IBM; later as President of his own data
processing company; and finally, as a corporate pilot, from which he retired in 1997, having enjoyed
over 3,500 hours flying a 1984 Malibu, and a 1989 Mirage.

New Members
Doug Stewart
Craig Kidwell
N9199P
Elko, NV
Craig has a Mirage. He has over 500
hours and holds a Private license.
He is an Attorney.
Mark Halberg
N3137T
Scottsdale, AZ
Mark has a new Meridian. He has over
400 hours and holds a Private license
with Instrument and Multi ratings.
J. Robert Moss
Los Angeles, CA
Robert is President of a CD/DVD
Manufacturing company. He is also a
Master CFI. He has over 3500 hours and
holds ATP, MCFI (CFI, CFII, MEI) ratings.
Chris Reth
N269R
Rancho Santa Maragrita, CA
Chris is a corporate pilot. He holds ATP
Single and Multi, CFII, MEI, & A&P ratings.
His is typed in the Cessna Citation 500 &
Challenger 600, 604. He has over 4750 hrs.
William H. McElwee III
N267ST
North Wilkesboro, NC
William has a Meridian. He has over 750
hours and holds a Private license with an
Instrument rating. He is an Attorney.
Craig Carlson
N1063F
Brighton, CO
Craig has a Meridian. He has over
1900 hours.
Geordie Jones
Fresno, CA
Geordie is a Manager.
No other information available.
Mark Yost
Broomfield, CO
Mark is an Investor. His company is
Intrinsic Capital. He has over 1500
hours and holds an MEI rating.
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Parker Boles
Cookeville, TN
Parker’s company is Hermitage Hardwood
Lumber Sales, Inc. He has a Meridian.
Jaysen Inverarity
Calgary, Alberta, Canada
Jaysen is Manager at Kinnell Drilling.
Craig Thompson
Bracebridge, Ontario, Canada
Craig is an Executive with
MacKenzie Capital.
Michael Fishman
N427AB
Olathe, KS
Michael has a Mirage. He has over
1500 hours and holds a Private License
with Instrument rating.
Mark McHenry
McLean, Va
Mark is an Engineer. His company
is Shared Spectrum Company.
Seth Rudnick
Pinehurst, NC
Seth is a Physician. He has over 2500
hours. He is presently looking for a good
Malibu or Mirage.
Aaron Roehl
Buffalo Grove, IL
Aaron’s company is Payment Processing
Direct. He holds Commercial SEL/MEL,
CFI/CFII Airplane ratings.
John Moss
N607MA
Wayland, MA
John has a Meridian. He has over
2100 hours and holds ASEL and
Instrument ratings.
Carlos Garcia
N394SE
Guaynabo, PR
Carlos is our first new member from
Puerto Rico. He has a Mirage, and he
has over 500 hours. He holds ASEL
and Instrument ratings.

Alfonso Sainz
N43100
Benidorm, Spain
Dr. Sainz has a Malibu. He holds a
Commercial license and has over 3000
hours. We now add Spain to our list of
members in foreign countries.
Blaine Streeter
Bellaire, TX
Blaine is CEO of Seamech Int’l, Inc., an
Aerospace firm.
Matt Stefanac
Stockton, CA
Matt is an Endodontist.
No other information available.
Gavin Tooley
Hornsby, NSW
Australia
Gavin is President of Click Business Cards.
Charles Dodds
El Paso, TX
Charles occupation is Financial Planning
and Investment Management with Smith
Barney. He has over 500 hours and holds
an Instrument rating.
Gary Logan
N927GL
Las Vegas, NV
Gary’s company is Las Vegas Acura. He
has a Mirage and holds an Instrument rating.
Stephen Carter
N188CE
Destin, FL
Stephen has a new Meridian. He has over
190 hours.
Joseph Skiffington
Center Harbor, NH
Joseph is a Home Builder. He has over
1200 hours and holds an Instrument rating.
Michael Taylor
N8686
Milton, MA
Michael has a JetProp. He has over
2000 hours and holds a Commercial license.
He has MEL and Instrument ratings.

Tim Norris
Hamilton, OH
Tim is owner of Norris & Associates
Insurance Agency Inc. He has over 600
hours and holds an instrument rating.
Locke Purdon
ZS-ONN
Hilton, South Africa
Locke is CEO of Trucksurance Risk
Services. He has a Mirage and has
over 800 hours.

Stephen Dunne
Wichita, KS
Stephen is a Cessna Dealer for Kansas and
Nebraska. He has over 3200 hours and
holds a Commercial license with SEL MEL
and Rotorcraft ratings.

Frank Mulder
PHFHG
Amsterdam, Netherlands
Frank is a Naval Architect. He has a
Mirage and has over 800 hours with an
Instrument rating.

George Jenkins
St. Davids, PA
George has over 1000 hours and is
possibly looking for a Meridian.
His company is Merritt Captial.

Stephen Turley
Lincoln, U.K.
Stephen has over 2500 hours and holds
FAA & UKCAA CPL/IR ME ratings.

John Kovalcik
N9083U
Westwood, MA
John has a 550 Malibu. He has over
2700 hours and hold Multi Ins Comm
Fixed Wing & Rotorcraft.

Steve Tolson
N648T
Missouri City, TX
Steve is President of Murmer Aircraft
Service. He is an ATP and have over
2500 hours. He has a JetPROP.

Sergio Saenz
Mission, TX
Sergio is self employed. His company
is Serma Global.

Gary Roberts
Bend, OR
Gary is a Hangar Developer. His company
is Pacific Commerce Company.

Craig Rose
Mound, MN
Craig is owner of The Rose Group.
He has over 1200 hours and holds
SEL SES and SEI ratings.			
			
George Marburger
West Palm Beach, FL
George is an Aircraft Broker.

Claude Blackburn
Mount Vernon, WA
No information available.

Jerry Fenton
Hattiesburg, MS
Jerry is Regional Manager for Baker
Petrolite. He has over 1200 hours and holds
a Private license with an Instrument rating.
Paul Trevor
Cheshire, U.K.
Paul is Co Director of Dataspace UK Ltd.
Steven Day
Calne, Wiltshire
U.K.
No information available.
Peter Clark
Stow, MA
Peter lists his occupation as Ferry Pilot.
He has over 500 hours and lists his
ratings as CP-AS/MEL.
Andrew Broom
Albuquerque, NM
Andrew is the Public Relations agent
with Eclipse Aviation.
Don Galloway
Breckenridge, CO
No information available.

Stephen Bobko-Hillenaar
Kailua Kona, HI
I believe Stephen is our first member from
Hawaii. He works for Morgan Stanley and
has over 1350 hours, holding a Commercial
license and IFR and MEL ratings.
Jean J. Bely
Singapore, Singapore
Jean is a business man. He has over 750
hours and holds PPL SE and IR ratings.
Jean is our first member from Singapore.
Julian Rubinstein
Boca Raton, FL
Julian has a Meridian. He lists his
occupation as “Finance”.
Don Craig
Park City, Ut
Don is a General Contractor. He currently
has a Cirrus. He has over 800 hours and
holds SEL and Instrument ratings.
Max Wrodnigg
OE-KAB
Wien, Austria
Max has a Jetprop. He lists his
occupation as “Manager”.
Jim Couch
Larkspur, CA
No information available.

Jim Hamilton
Lebanon, TN
Jim’s company is QuickCar Racing
Products. He has over 600 hours and
holds a Commercial license and an
Instrument rating.
Randolph Alexander
Lake Charles, LA
Randolph is an Oral Surgeon. He has over
1700 hours and holds a Private license with
an Instrument rating.
Martin Merritt
Calgary, Alberta
Martin is an Investor. He has over 2000
hours and holds Multi and IFR ratings.
Tom Murray
Auburn, CA
Tom is a Real Estate Investor. He has over
2460 hours and holds a CFII rating.
Darren Stubbs
Leeds, West Yorkshire, U.K.
Darren is an MD.
No other information available.
Stern Lessing
N771BL
Park City, UT
Stern holds an ATP rating. He has over
3100 hours and has a Meridian.
Brian Robinson
N219BC
Phoenix, AZ
Brian has over 300 hours and holds ASEL
and Instrument ratings. He is a Certified
Financial Planner.
Ken Gray
Merrimack, NH
Ken is CEO of CAMP Systems.
Malcolm Smith
N9111P
West Hampton Beach, NY
Malcolm in a heavy equipment operator.
He has a Meridian and has over 2250 hours.

Spring 2007 45 M•MOPA

Spring 2007 46 M•MOPA

Spring 2007 47 M•MOPA

Spring 2007 48 M•MOPA

Spring 2007 49 M•MOPA

Journey to Canouan
Gateway to the Grenadines
by 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

The perfect follow-on to our previous voyage
to Belize in the Yucatan Peninsula is an
exciting island destination, Canouan, in the
Grenadines. This island chain is located
1350 nm southwest of Florida, or 1750 nm
southwest of Atlanta. From Colorado Springs
the distance is 2800 nm. Canouan, which sits
next to the famous Tobago Cay, is only 750
nm north of the Equator, and 110 nm from
Barbados. Local time is the same as in the
Canadian Maritimes, one hour ahead of EST.
Here we find paradise well within the range of
our airplanes for a quick-get-away vacation.

Ancient History

Set in the middle of the Grenadines Archipelago,
Canouan is an island of only five square miles.
The area was first settled around 3,000 BC
by a nomadic tribe from South America, now
referred to as the Ciboney. The next migrants
were the Arawaks, who arrived by canoe in 250
BC. As early farmers, they planted corn and
cassava crops. Cassava, also called Manioc,
is grown for its enlarged starch-filled roots,
which contain nearly the maximum theoretical
concentration of starch on a dry weight basis
among food crops. The roots are prepared
much like a potato: peeled, then boiled, baked,
or fried. Not surprisingly, alcoholic beverages
can be, and indeed are, made from the roots.
The Arawaks lived here for nearly 1,500 years,
until being displaced by the invading Caribs,
themselves eventually defeated by European
powers. Christopher Columbus first made
reference to these islands in his 1498 journey.
Subsequently, the British and French each
fought for possession of the Grenadines, but
the warlike Caribs succeeded in keeping the
Europeans at bay through a series of aggressive
battles. Finally, the British claimed victory over
the Caribs in 1797. Their legacy lives on
with the Island’s name, however, because
“Cannoun” is a Carib word (meaning turtle).
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When England claimed sovereignty, the
islands were titled over to several families, one
of which was the Snagg clan. The Snaggs first
cultivated sugar, then cotton. Finally, the family
moved its enterprise from agriculture to boat
building. I mention this because their boats
helped create the whaling industry, which
eventually dominated the local economy.
In the mid 1990’s, an Italian consortium
purchased 800 acres to develop a luxury
resort. The land area eventually expanded to
1200 acres, a significant chunk of the entire
island. In 2005, the resort became the Raffles
Resort Canouan. The hotel today features three
secluded white sand beaches, all surrounded
by one of the world’s largest coral reefs. The
rooms are set amphitheatre-style around
the protected bay, with each of the 156 onelevel and double-story luxury villas offering
breathtaking views. High on a hill overlooking
the northern Grenadines, with sweeping views
over the resort and the reef, is the exclusive
Villa Monte Carlo. Located here are the Trump
Club Privee and the European-style casino, La
Varenne, which features a gourmet restaurant
and an elegant ballroom for private functions.

Getting There

Florida is the best launching point. I recommend
making the first stop in Providenciales (MBPV)
in the Turks and Caicos, which provides an
easy turnaround. From there you have only
450 nm to the northern coast of Puerto Rico,
after which you simply fly along the Caribbean
island chain until you arrive in Canouan. On
this last leg you will be treated to some of the
world’s most beautiful island flying. Turquoise
water, green hills, white beaches, active
volcanoes, and cloudless skies make every
minute a joy. One warning, though: keep your
distance from the island of Montserrat, south
of Nevis and St Kitts. The volcano is still active,
spewing gas and dust into the atmosphere.

Besides the unpleasant rotten egg smell,
the foul air will do a number on vulnerable
engine parts, including your vacuum pump.
Flying the Caribbean is slightly different than
flying the continental United States. Whether
VFR or IFR, you must file a flight plan. Keep
in mind, the longest leg over water will be
between Florida and Nassau (about 140 nm).
After that, you will have an airport at least every
60 nm along the way. Starting out, Miami Center
will converse with you all the way to Puerto
Rico, where San Juan Center will take over.

Say What?

Leaving San Juan and heading east and
then south, you will speak with the Center
controlling nearly every island on your way
down, from the Dutch in St. Marteen to the
Brits of Antigua to the French of Guadeloupe
and Martinique. You’ll eventually be passed
off to St. Vincent Center in the Grenadines. I
have consistently found that controllers speak
excellent English all along the island chain, until
you switch over to St. Vincent, where a strong
local accent and metallic radio transmitters
make communications a bit of a challenge.
I travel there every year, and I have seen no
notable improvements over time. However,
this is part of the fun of flying the islands!

Report When?

Only Puerto Rico and the French islands have
radar coverage. Outside of those areas, ATC
will ask you to report over some waypoint,
just like in the good old days. Sometimes a
controller will even ask you for a radial and
DME from an NDB or VOR. Set your second
GPS to the VOR page. Some terminology will
take you aback, like “report mid-channel”
(VFR flying only), which means to call Center
when you are midway between two islands.
cont. page 52
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Journey to Canouan
(continued)

In addition to the Jeppesen Caribbean Trip Kit
(Jeppesen Reference ACAR0446 - Caribbean
Airway Manual Trip Kit Basic), you should
carry a copy of the Bahamas and Caribbean
Pilot Guide, which is available from Air
Journey or from Pilot Guide at 800 521-2120
(website www.pilotpub.com). They also offer
a great WAC chart of the whole Caribbean
and the Bahamas. No pilot flying the islands
should be without these navigational aids.

Coming Down

On approach to the Canouan airport
(TVSC), make a polite request to the control
tower to overfly the Tobago Cays, a group
of small deserted islands protected by
Horseshoe Reef. The shallow waters, isolated
beaches and extensive barrier reef present a
kaleidoscope of gold, brown, blue, turquoise
and green. The reef offers some of the
best diving in the Caribbean. The Doyles
Guide for boating describes the spectacle:
“On cloudless nights, the stars are cast
across the sky like wedding confetti thrown
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in an excessive gesture of bonhomie. Even
squalls can be dramatically beautiful as they
approach from afar. The water here is so
beautiful you will almost certainly want to jump
right in and maybe snorkel to the nearest reef.”
Canouan is a port of entry, boasting a paved
3,100 foot runway cut between two hills, with
water on both sides. The condition of the
runway is excellent. The trade winds favor
runway 8, so that is what you should expect.
Keep an eye to the right side of the approach
end, where a hill sits less than 200 yards
away. Numerous birds perch on the lighting
system set in the water. I have not yet had
a problem with the wildlife, but stay alert.

Friendly Locals

The runway is not accompanied by a taxiway,
so after landing you will make a 180. The
friendly tower personnel will guide you to the
parking area based on your length of stay.
On the southeast side of the ramp, the tower
will request that you face to the east, into
the trade wind. No tie downs are available.

After shutting down, a local will meet and
greet you. He will help bring luggage to the
terminal. There you will need to present your
passport, and fill out an immigration card. The
pilot must bring three General Declaration
forms to the tower, have them signed, and
bring one back to the immigration office.
That’s all: there is nothing more to do. The
entire operation is fast, efficient and friendly.
Upon departure, you will have to pay
a departures tax per passenger and a
parking fee for the plane. All are reasonable.
Canouan does not sell avgas, only Jet A, which
is delivered from a pit. You need to move the
plane to and from the pit. For avgas, you
should stop either in St. Vincent, 35 nm to the
north, or in Grenada, 65 nm to the south. Prices
are similar to what you would pay in the States.

Hotels

Make reservations ahead of time.
The choices are limited in number, but
certainly not in quality. You can stay at

the Tamarind Hotel (784 458 8044) or the
Raffles Canouan Resort (784 458 8000).
I enjoy both hotels, depending on my mood.
The Tamarind is much smaller and offers
unique rooms made of varnished wood
from floor to ceiling. The dark varnish and
white linens make the sight unmistakably
Italian. All rooms have air conditioning and
a full-ensuite bathroom. The resort is nestled
on the west shore of the island on a beach
hidden by abundant palm trees. The place
bustles with activity because all the sailboat
moorings are anchored here. The hotel
offers a quaint Italian restaurant, where you
enjoy breakfast, lunch and dinner outdoors.
On weekends, the bar is quite active with
local bands and people from the islands.
The Raffles Resort is a five star property
with a world-class golf course, casino,
spa, tennis courts and all the amenities
one would expect. The property offers topof-the-line luxury accommodations with
cont. page 56
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Journey
to Canouan
(continued)

gorgeous views. The hotel personnel are
highly trained to fawn over guests. Numerous
restaurants are on site. As a personal note, I
wonder how this type of high-end resort can
attract guests to the 156 rooms given that
most will be in airplanes that require more
asphalt than the 3000 feet available at TVSC.

Sun and Fun

After relaxing a few days in the lap of luxury, I
recommend that you charter a local sailboat
to visit the surrounding islands. As mentioned
earlier, Tobago Cay is a must-see, not only from
the air. These Cays are what the Grenadines are
all about, and you will not have enough hours
in the day to embrace the beautiful scenery
and colors. If you care to venture a bit farther
from home base, you can take advantage of
the fact that Canouan is the southern most
base of the Mooring Company. You can charter
a barefoot sailboat, or a captained vessel, to
discover the surrounding islands. Some of
the most well-known are Mustique, Mayreau
and Grenada. These offer the quintessential
small beach restaurants where you can enjoy
fresh grilled lobster and local fish, plus all the
goodies available under the sun. Other than
some local tee shirts in bright colors and
patterns, shopping is not a prime activity. Eat,
drink, relax, sail, swim, dive and enjoy the sun.

All Good Things…

Must come to and end. When reality hits, you
will take the reverse flight path as that coming
down. Before leaving Canouan, you will need
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to file an international flight plan, which is easy
to do. My advice is to do it face-to-face with
the controllers in the tower the day before.
Weather information is not readily secured, so
I recommend visiting ADDS or the Weather
Link on the Air Journey website. We even have
a live camera view on some of the French
Islands. The weather is usually calm and clear.
If you go via Puerto Rico, remember to call U.S.
Customs to provide your origination point and
expected time of arrival. If you first fly to the
Turks and Caicos, remember that you need
a TSA waiver to fly from there to the States.
You can obtain the waiver with Homeland
Security in Washington, DC, or call Air Journey,
and we will gladly add you to our list of
waivers. If you feel intimidated by this journey,
consider joining us on our next escorted trip.
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M•MOPA Classifieds
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
E-mail: 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 taxiways, fuel. Featuring hangar homes, golf course
homes, nature homes, and condominiums.
15 minutes from Daytona Beach International
Airport and the Atlantic Ocean.
Contact Spruce Creek Fly-In Realty for
information on all properties and prices,

new or resale. Website: www.fly-in.com
Lenny Ohlsson, Broker
e-mail: sales@fly-in.com
800-932-4437 or Evening 386-761-8804

GPS 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
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Training Update ...
The following facilities offer initial and/or recurrent training for the Malibu•Mirage.
This list does not constitute an endorsement of any of the trainers listed below.
Advanced Flight Training
International, Inc.

Vero Beach, FL
(772) 473-7356
Initial & Recurrent Courses
Aircraft Training Services, LLC.

Shawnee, Kansas
(913) 441-7820
Initial & Refresher Courses
Aviation Training Management

Vero Beach, Florida
(772) 778-7815
Initial & Refresher by Appointment

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

Eclipse International, Inc.

St.Petersburg, Florida
(727) 822-1611
Initial & Refresher with Mary Bryant at
St. Petersburg or Customer’s Location

MALIBU/MIRAGE SAFETY & TRAINING FOUNDATION
SAFETY / FLIGHT SESSIONS:
April 27-29, 2007
Rock Hill, SC
Rock Hill/York County/Bryant Field Airport
(UZA)
Piper Host / FBO: SkyTech, Inc.
Hotel: Hilton Garden Inn
June 1-3, 2007
Coeur d’Alene, ID
Coeur d’Alene Air Terminal (COE)
Hotel: Coeur d’Alene Resort
October 5-7, 2007
Olathe (Kansas City) KS
Johnson County Executive Airport (OJC)
Piper Host / FBO: Kansas City Aviation
Center, Inc. (KCAC)
Hotel: Doubletree - Overland Park

October 26-28, 2007
Groton, CT
Groton-New London Airport (GON)
Piper Host / Service FBO: Columbia Airport
Sales, Inc.
Hotel: Mystic Marriott
November 16-18, 2007
Prescott, AZ
Ernest A. Love Field (PRC)
Hotel: SpringHill Suites by Marriott

SYSTEMS / MAINTENANCE
SESSIONS:
February 23-24, 2007
Las Vegas, NV
North Las Vegas Airport (VGT)
Hotel: Suncoast Hotel and Casino

Events Calendar ...
17th Annual Convention
October 17-20, 2007
Tulsa, Oklahoma

Helpline ...
620-728-8634
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June 22-23, 2007
Fredericksburg, TX
Gillespie County Airport (T82)
Hotel: Hangar Hotel
August 10-11, 2007
Hilton Head, SC
Hilton Head Airport (HXD)
Hotel: Hilton Garden Inn

INTERNATIONAL SESSION
(GROUND SCHOOL ONLY):
July 27-28, 2007
Rome, Italy
Italian Air Force Museum
Lake Bracciano
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