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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 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 Malibu•Mirage owners and Pilot Association appreciates the support of its advertisers. Please use their services whenever possible and tell them you saw their ad in the
Malibu•Mirage Magazine.

THE PILOT-IN-COMMAND IS RESPONSIBLE FOR THE SAFE AND PROPER
OPERATION OF HIS/HER AIRCRAFT AND IT IS THE RESPONSIBLILITY 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
M•MOPA

Jeff Schweitzer

broken numerous laws.” My rendezvous
with brightly-colored rum-flavored alcoholic
concoctions would appear to be delayed.
I lamely explained that I had wrongly
assumed that the arrival process would be
similar to the Bahamas (both are formerly
British so the idea is not complete lunacy).
To emphasize my point I played a pathetic
game of Show and Tell and whipped out
my Bahamian entry card, which is to be
completed upon arrival, in a desperate
attempt to demonstrate my keen skills of
organization and preparation. I apologized
profusely hoping that “ignorance of the law
is no excuse” did not translate well into the
local patois.

Trouble in Paradise
I might have been writing this from a jail cell
in St. Lucia following my illegal entry into the
country. Only the kind actions of a Customs
agent freed me from servitude and possibly
hard labor.
Overconfidence has never been a problem
for me because I know so much about
everything.
But slipping through the
cracks of my vast store of knowledge was
the requirement to have an official Aircraft
Landing Declaration completed prior to
arrival at View Fort (TLPL) in St. Lucia.
That neat trick is accomplished by hiring
a Customs Brokerage Agent on site who
generates and then clears all the necessary
paperwork before your mains touch asphalt
in country.
One call to Thierry Pouille at Air Journey
before departing would have prevented my
transgression. But I don’t need no stinkin’
input from somebody who actually knows
what’s up. So upon landing and exiting my
aircraft, my wife Sally and I were greeted
by three grim-faced uniformed officials who
did not look particularly happy to see me.
Hey, where was my tropical drink with the
little umbrella? Holding a clipboard instead
of libations, the leader of the trio politely
but firmly demanded to see my Landing
Declaration. I quite honestly replied that I
had no idea what he was talking about.
That apparently was not the answer he
was looking for because in response to
my ignorant stare he said, “Sir, you have
entered my country illegally. You have
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I asked what I could do to remedy the
situation. At this point the officer must have
realized he was dealing with an idiot rather
than a devious criminal mind. I had been
transformed into an object of pity, much like
how one would feel for a baboon trying to
solve a calculus problem. Clearly out of my
element. He paused, thought a moment,
and suggested that I could contact a local
agent who he knew happened to be at the
airport helping another arrival. He provided
me with his phone number and I made
the call. About two hours later I was out
of the airport, all documents properly filed
and stamped. One copy each of the nowcompleted declaration was deposited with
Customs, Immigration and the control tower.
At a few stops along the way various fees
had to be paid as well. The Customs Broker
takes care of all of this ahead of time under
normal circumstances. I think I will give
Thierry a call next time I am branching out.
In spite of the inauspicious beginning, the
visit to St. Lucia was every bit as spectacular
as we expected. A volcanic island with
dramatic peaks, black sand beaches, lush
foliage, an interior rain forest and numerous
luxury resorts, St. Lucia is a perfect adventure
destination for our airplanes. We stayed at
Anse Chastenet and were impressed enough
to reserve a return visit next August. For
my fellow divers among us, this is the best
the Caribbean has to offer by far. Nothing
comes close, not the Caymans, any of the
Bahamian islands, Martinique, St. Croix,
Bonaire, Aruba or Curacao. The island
offers rich reef life, excellent visibility, warm
calm seas and professional dive operations.

And a stunning variety of drinks with those
little umbrellas.

Missed in the Heat of Battle
On my latest five-cities-in-five-days book tour,
I found myself one early foggy morning flying
from Grand Rapids, MI (KGRR) to Allegheny
County Airport (KAGC) near Pittsburgh, PA.
Conditions were grim at my departure field
but worse at KAGC, which was reporting 100
foot ceilings and ¼ mile visibility. I launched
while resigning myself to a missed approach
since conditions were not forecast to
improve much over the next few hours. The
real question was what to do next. Well my
subsequent stop on the tour after Pittsburgh
would be Cleveland, which is only about a 2
hour drive or so. So I decided that if I had to
miss I would divert directly to Burke Lakefront
(KBKL) in Cleveland, which was reporting
and forecasting a 1000 foot ceiling with 6
miles visibility. Prior to departure I carefully
briefed the missed approach at KAGC and
had the approach plates for KBKL open and
handy. The missed procedure at KAGC for
runway 28 is easy: climb to 2000 feet, then
a climbing left turn to 3000 feet direct to the
AGC VOR and hold.
As I neared KAGC, conditions worsened
rather than improved. Quelle surprise. I
informed ATC that after the inevitable miss,
I would want to go direct KBKL. Just as I
was being vectored to intercept the localizer
for the ILS Rwy 28 the weather tanked to
indefinite ceiling and ¼ mile visibility. I knew
I would not get in but thought what the heck
I would at least shoot the approach once.
You never know with fog; it could open up
unexpectedly. No dice this time though.
Even at DH only 200 feet AGL I saw nothing
but cloud, not even a change in hue that
you often see as the ground gets close. So
missed I went, off to AGC. Before getting to
the VOR, ATC vectored me to a fix that would
put me in line with Cleveland.
In almost 4000 hours of flying, this is only
my fourth missed in IMC. But all and all
a non-event, mainly because I was fully
expecting the missed, and had already
formulated a plan for where to go next. But
two thoughts come to mind, starting with
a suggestion. The next time you arrive at
a field in good VMC, ask for the ILS. Then
note your position relative to the earth below

when you hit DH. Wow, that is really close
to the ground. A bit creepy to think we are
that low, slow and close to granite when you
see nothing at all. We do not leave much
room for error. No wonder our instructors
make us practice missed approaches every
year. I will start taking that more seriously
again. The second thought is how much
the situation was improved by planning
well ahead for the missed. Obviously that
is not always possible, but it sure is a good
thing when you already have in the bag what
you will do and where you will go after the
rejected approach. I was fortunate to have
that luxury this time.

Risk for Dummies?
A major mainstream aviation publication
recently declared in an article about low
visibility departures that lifting off in zerozero conditions was one of the riskiest and
dumbest decisions in all of aviation. Now
that is truly an incredibly dumb statement
that misses several key points. Throughout
the article the author confuses risk with
danger, but I will not get into that here again.
Assume for the moment that pilot skills are
adequate and not a factor. Of course I agree
that if a pilot is not up to the task then taking
off in those conditions is unacceptable.

With an appropriately experienced and
current pilot behind the yoke, the primary
risk in a zero-zero takeoff is not being able
to return to the field in an emergency. The
obvious problem in labeling zero-zero take
offs as uniquely risky is that we can list several
other routine acts of aviation that involve
equal risk in landing somewhere uninviting.
This would include flying night IMC over
mountains, flying to Europe over the cold
Atlantic, or taking an ILS to minimums and
shooting the missed. Not that I would ever
do any of these things…
Let’s look at that last scenario. You have
just missed the approach. You add power,
pitch up, and clean up. As you climb away
from 200 feet AGL, how is your risk at that
precise moment any different at all than
departing in those exact same conditions?
Here is the only difference: you have no
worries about hitting something on the
runway. I am assuming you have managed
your fuel. Does that one difference about
possible runway encounters make zerozero departures the riskiest and dumbest
act in flying? Of course not. In fact the
opposite is true. In the missed scenario,
you are arresting your descent and have to
reconfigure your aircraft. In the departure
scenario, you are in a steady climb with
no configuration changes needed. Yes,

of course, departing zero-zero increases
risk compared to taking off in VMC, but
labeling the act as “dumb” exposes a deep
ignorance about risk assessment, reduction
and management.
Oh how I pine for the day when we can
discuss risk without these ridiculous
assertions. Speaking of which…

Benefit, Benefit, Benefit
A common but disturbing theme has
developed in lectures and articles about
aviation risk, including presentations at the
Scottsdale convention, in which one of the
most important topics is excluded from
discussion. That would be benefit.
We
have forgotten half the equation in riskbenefit analysis.
Experts have developed elaborate charts to
track and quantify risk. We have detailed
analyses of personality types and how
that impacts decision-making. Extensive
statistics show what elements of flight lead
most frequently to bad outcomes. We
scrutinize every accident to glean important
lessons for the future. All of that is necessary,
but not sufficient.
cont. page 8
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►

With every risk comes a potential payoff.
Bending down to pick up a $100 bill you see
on the sidewalk entails the risk of back injury,
or being run over by a Segway. Most would
agree though that in this case the potential
benefit greatly exceeds the risk. Flying low
and doing loops to impress your date might
have the benefit of an evening with a happy
ending, but the risk in this case greatly
exceeds the possible benefit.
Understanding risk without evaluating the
potential benefit makes no sense.
Risk
should only be taken when the potential
benefit clearly exceeds the risk, and that
cannot be known if half the equation is
excluded from analysis! Worse, when
experts exclude benefit they ignore what
each of us is actually doing in the real world
with almost every decision we make. As
a consequence risk analysis becomes a
theoretical exercise for academics instead of
one that we practically apply to our flying.
I evaluate every risk of which I am aware
against the potential benefit of taking that
risk. That is why I have flown my single
engine airplane across the Atlantic. The
risk is significant, no doubt. But to me
the benefits of adventure travel, seeing
sites unique to flying a fjord in Greenland,
pushing my limits, and just living large in
general (even if for a little bit) greatly exceed
that risk. Without including benefit in that
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analysis, the risk of flying to Europe in a
PA46 could never be justified. Nor could
flying over the mountains at night in IMC,
but sometimes in some circumstances that
makes perfect sense.
Since benefit must be included in the
calculation, risk must be situationally
dependent, not measured as an absolute
against a rigid standard. Perceived benefit
will change with time and circumstances,
and therefore so will our conclusions
about risk. Number crunching risk without
including benefit misses this crucial point. Is
anybody out there listening, or am I talking
to myself?

Dickerson’s Trip of a Lifetime
Having published numerous recounts of
international adventures in the PA46 from
disparate pilots I have shied away from
travel articles of late. So my first inclination
when Bill Dickerson sent me his draft was to
politely decline. At first I thought the story
would be rather bland as a travelogue with
little to distinguish the tale from others. But
my first reaction was misguided. What Bill
describes is a homegrown adventure right
here in the good old U.S. of A. in which he
makes the ordinary extraordinary. His three
week trek is a perfect example of the best in
general aviation. Enjoy.

Aviation News
As noted on MMOPA’s website, this issue
marks Doug Leet’s last as author of Aviation
News. After serving selflessly as our accident
watchdog, Doug has decided to take a
much-deserved break. We all owe Doug a
huge debt of gratitude for his contributions
to this magazine, just one among many of
his many other leadership positions within
the organization. When you see him at the
convention on Amelia Island this coming
October, please let him know how much
you appreciate his long-standing efforts on
MMOPA’s behalf.
Following Doug’s announcement, Dick
Rochfort responded to our call to arms,
and will now be the new author of Aviation
News. His resume in the air and on the
ground is impressive, as is his long history
of contributing to MMOPA in multiple
capacities, most recently as a new Board
member. I am delighted to welcome Dick
as our latest columnist. Look for his first
Aviation News in the summer 2010 issue.
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Piper Perspective
Piper on the Move
Kevin J. Gould
President & CEO

As I write this, my team and I are just back
from the Sebring U.S Sport Aviation Expo
2010 and getting ready for this year’s
Singapore Airshow. Ours has been, and
will continue to be, a very busy schedule.
We are indeed on the move, and the events
we have attended, and the ones in which
we are scheduled to participate, prove that
we are progressing significantly on making
our plans reality. Since November, we have
brought to market a major upgrade in the
Piper Mirage and Piper Matrix, and as I
write this at the end of January we have just
launched an all-new entry-level aircraft in
the Light Sport Aviation segment of general
aviation.

and Piper Matrix aircraft, certified late last
year with deliveries now in full swing. This
expanded offering now extends deployment
of this sophisticated avionics suite to all of
Piper’s top-line PA-46 aircraft (the Piper
Meridian, you may remember, received the
G1000 option last April).

displays is a lightweight, modular design
equipment rack that makes the system easy
to install and maintain. Moreover, the system
provides a safety-critical level of redundancy
second to none.

Garmin G1000

Our goal is to meet and exceed the wants
and needs of our customers at every level,
and with the G1000 now available for all PA46
aircraft, we are providing these remarkable
aircraft with the avionics that enable them
to meet their full potential. Moreover, the
integration of the GFC 700 with the G1000
is seamless, and pilots will be amazed at its
rich feature set and high level of performance
in handling the aircraft.

Additionally, Garmin’s Synthetic Vision
Technology (SVT™) is also offered as
standard on all PA46 aircraft when equipped
with the G1000 option. Frankly, it doesn’t
get much better than SVT’s 3D-depiction
of terrain, obstacles and traffic on the PFD,
replicating what pilots would see outside
the cockpit on a clear day. In all, the G1000
takes our premier aircraft to a new level
of performance, giving pilots the feel and
capabilities that are experienced in larger,
business-class aircraft.

Near and dear to our heart, and of course
yours as well, is Piper’s PA46 series. In
keeping with our promises to our customers
and the marketplace, and to MMOPA in
particular, we are focused on bringing the
best options and choices our industry has to
offer. In this most recent case, we’re talking
about the all-glass, fully-integrated Garmin
G1000 avionics suites for the Piper Mirage

The G1000 puts a wealth of data at the
pilot’s fingertips with its glass flight deck
presenting flight instrumentation, navigation,
communications, weather, terrain, traffic and
engine data digitally on three large-format,
high-resolution displays. The 15-inch MFD
(multi-function display) is flanked by two
10.4-inch PFDs (primary flight displays).
Behind the large, sunlight-readable glass

By adding the G1000 to all of the PA-46
aircraft, we are providing our customers
with a wider array of options than they have
ever had on our flagship aircraft. These
technological innovations are another
example of our commitment to providing
our customers with the very best technology
available – a commitment that stands as a
cornerstone of the Piper experience.
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held on February 2, the formation of Piper
Aircraft Asia, Sdn Bhd. Piper Aircraft Asia is
pushing the envelope for us by establishing
sales and distribution efforts throughout the
rapidly growing general aviation market in
Asia and the Pacific Rim. But why Asia in
particular?

PiperSport
On the other end of our model line, we have
moved forward as well with our unveiling
of the all-new PiperSport at Sebring. The
PiperSport falls within the Light Sport
Aviation segment and is in keeping with
Piper’s history of bringing seminal, entrylevel airplanes to market while offering
features and performance normally found in
more expensive, high-end aircraft.
As important as our top-end models are,
we know that we must also be focused on
bringing new pilots into Piper, and we think
the PiperSport will do just that. And perhaps
someday those pilots will end up stepping
through our model line to join your ranks as
well.
We certainly understand this segment.
Our heritage dates from what was one of
the original “LSA” aircraft of its time, the
venerable Piper Cub. Consequently, Piper is
in many ways returning to a market segment
we played an integral role in inventing, but
with all the modern, state-of-the-art elements

that our customers expect today, from design
and manufacturing to performance, avionics
and reliability.
With the PiperSport, we are entering what
is undeniably one of the most exciting
market segments in general aviation. This
burgeoning segment is becoming vital to
our industry and playing an ever-increasing
role in developing general aviation’s next
generation of pilots. Manufactured by Czech
Sport Aircraft (CSA) and distributed through
master distributor PiperSport Distribution,
Inc., the PiperSport will see first deliveries
scheduled for April.
And while it doesn’t match the performance
of your aircraft, the PiperSport is still a force
to contend with. It features a rate of climb
of 1,200 feet per minute and is capable of
reaching a maximum cruise speed of 138
miles per hour and an altitude of 10,000
feet. The aircraft has a gross weight of 1,320
pounds and 600 pounds of useful load.
With the ability to run on automotive fuel, the
PiperSport’s 30-gallon fuel capacity gives
the aircraft a range of 600 nautical miles and
the ability to refuel virtually anywhere in the
world that offers either 100LL or premium,
unleaded automotive fuel.

Asia
As you can see there is a lot going on at
Piper, and not just on the product front. By
the time you read this, you will have seen
how much progress we have made on our
global expansion efforts, particularly in Asia.
We will have already announced in our
first Singapore Air Show news conference,

Asia’s general aviation sales are set to rise
beyond its current global share of 5 percent
and is expected to experience steady
growth for two- to six-seat aircraft over
the next five years, in part due to shifting
demographics and increasing demand for
pilot training from training schools and flying
clubs (commercial and private). Moreover,
Imprimis (our parent company) is dedicated
to ensuring the long-term success of its
investments; and as an Asian-managed
fund Imprimis can leverage contacts and
relationships in Asian markets. We also
have a legacy in Asia Pacific that can be
tapped; there are for example approximately
3,000 Piper planes in Australia alone, and
increasing interest from Asian companies in
the aviation sector is strong.
The structure of our new organization,
headquartered in Brunei Darussalam, is
composed of our head office and three sales
organizations to manage our business in
Australia/New Zealand, the Pacific Rim and
China and surrounding regions. At the same
time, we are in the process of establishing an
all-new flight academy in Brunei that will rely
on Piper’s strong fleet of single- and twinengine and trainer aircraft to bring a whole
new group of pilots into aviation.

Continued Growth
What does all this mean for MMOPA? It
means that Piper will continue to grow
and in the process bring new aircraft and
innovations into all of its markets. In all,
we expect to become much more than the
company we have been and to own the
promise that our heritage evokes. We are at
a pivotal point in Piper’s history. Throughout
our product line, from our entry-level aircraft
to the PiperJet, we are making significant
advancements and innovations. At the
same time, we are aggressively expanding
our markets globally to meet and exceed the
wants and needs of our customers.
So stay tuned.
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Note from the President
New Beginning
Jon Sisk

Jon is an entrepreneur, presently the founder and CEO of Audio Authority Corp in Lexington,
Kentucky, an electronics manufacturing company that he started in 1976. Audio Authority designs and
manufactures a variety of specialized electronics to help retailers demonstrate home entertainment
products, plus an audio-video intercom for drive-up banking and pharmacies. Jon began flying in 1979
to visit customers across the United States. He has owned a single-engine Commander, Piper Turbo
Saratoga, Cessna 335 twin, and a Piper Malibu Mirage since 1998. “The Malibu design represents
the perfect balance of speed, size, comfort, and economy. That the PA46 is still as contemporary and
relevant in the marketplace now as when first introduced 25 years ago is a tribute to Piper and the
original design team. They really got it right!”
From 2001-2009, Jon also was the owner of Enhanced Flight Group, an aviation modification business
specializing in performance modifications and upgrades for the PA46 Malibu series aircraft. For fun,
Jon and his wife Diana (also a pilot) enjoy flying to Deerfield Resort (TN44) in Tennessee with their
four parrots (surrogate grandkids) to enjoy the mountains, boating on Norris Lake, and the interacting
with the aviation community there.
Jon can be reached at jsisk@audioauthority.com or 859-351-5429.

Left Seat

Defending Private Flight

What an honor to be selected to lead this
premier aviation association for the next two
years. Since becoming a member in 1998,
I have seen, and have deeply appreciated,
the sacrifice of time and effort that prior
presidents and directors have made to make
this organization an indispensible part of
PA46 ownership. The benefits I have derived
from my membership, including education,
safety training, maintenance advice,
adventure, camaraderie and friendships,
are worth many times the annual dues. And
these many benefits exist only thanks to the
efforts of an army of volunteers. So thanks
to all who over the past 20 years have made
MMOPA what the organization is today. I will
do my best to continue this legacy and make
your membership increasingly valuable and
relevant.

Like most of you, my Malibu is far more than
just a mode of transportation. Sure, flying
has to be justified financially at some level,
but besides getting us from point A to point
B, flying contributes immeasurably to our
business efficiency and life styles. With recent
terrorist activity threatening commercial
airliners with the predictable increases in
TSA security measures, our private aircraft
are more than ever before a vital alternative
to airline travel and vital to preserving our
way of life. Our aircraft embody of our basic
liberty to travel this land nearly unrestricted.

Like many similar groups, MMOPA is
governed by a Board of Directors, elected for
a 2-year term at our annual convention. But
with several hundred members, you may not
know who the directors are or how to contact
them. Beginning with this issue, they are
now listed on the masthead of each issue,
along with some brief personal information
and their committee assignments. Please
feel free to contact any of us with your
ideas, suggestions, or concerns. Contact
information for our officers, directors and
staff are also listed on the website.
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I hope that we in the General Aviation
community will do a better job now than in
the past of making our case for the legitimacy
and advantages of flying by private aircraft.
Piper and all GA manufacturers need to
counter the propaganda from the selfserving media and congressional blowhards
with compelling marketing that contrasts
the ridiculous state of commercial air travel
with the convenience and freedom we enjoy
with private air travel. General aviation must
market the economic value and contribution
of private aircraft to the general public. We
have been preaching to the choir for too
long.
To this point, I recently sold a 1989 Mirage,
which in this stumbling economy took
several months. But the most salient fact

from this transaction is that the gentleman
who bought the airplane was neither a
pilot nor an aircraft owner. He was simply
fed up with commercial airline service and
decided that he wanted and could afford the
convenience of flying in his own aircraft with
a hired pilot. I have to admire his spirit and I
know that he is not alone.
There is no question that those who
use private aircraft are under fire. The
responsibility falls to us individually and as
an organization to defend our reputations as
good citizens and our right to operate our
aircraft as we see fit, to grow our businesses,
promote commerce, provide disaster relief or
charity flights, or even just to go bore holes
in the sky if we choose. Can you imagine
the absurdity of an argument equivalent to
stating that you should not drive your private
auto because you are causing delays and
congestion for commercial buses and
trucking companies? Individual citizens and
General Aviation representatives must refuse
to take a back seat to commercial users of
our transportation infrastructure.

MMOPA Website
One of the first initiatives of the new Board
will be to make our web site (www.mmopa.
com) an even greater resource for our
members. My intention is to make the
website a central point for communication
and member transactions. These changes
will include online credit card processing

for membership applications and renewal,
and for accepting payments for convention
registration and special events.
We will also be depending more and more
on communicating with our members
electronically whenever possible, to save
time, paper, and postage. For all of this to
work, we need everyone to review his or
her online member profile and update the
information as necessary. Obviously, having
your correct email address is absolutely
imperative if you are to receive important
announcements. For those of you who
regularly visit the website, this is probably
no big deal, but for those who have not
been online in a while, you might need to
make a special effort. Please do so as soon
as possible. Be assured that MMOPA does
not share or sell online member information
with non-members. Thanks for your
cooperation.

issues. The Ombudsman also has a role to
play when standard procedures for getting
a fair resolution for major issues have been
tried and are not working. Our approach
will be to first seek the cooperation of our
manufacturers and their service networks, so
long as the best interests of the association
are being served.

We have exciting times ahead, and I look
forward to working with MMOPA members to
make 2010 and beyond the best years yet.

Increased Membership
Another initiative during my term will be
to better market MMOPA with the goal of
significantly increasing our membership. You
and I know that every PA46 owner/operator
should be a member of MMOPA, not for our
benefit, but for their own. We have to do a
better job of identifying new PA46 owners
and making them aware of the benefits we
offer. Our staff will be actively monitoring the
FAA aircraft registry for recent registrations
of PA46 aircraft so we can communicate
quickly with new owners about the benefits
of MMOPA. You can help by recommending
MMOPA membership whenever you meet a
new PA46 pilot.

Increased Owner Advocacy
As many of you may know, MMOPA was
born out of the Malibu Coalition, an owner
advocacy group that was organized in
1980 to protect the rights of Malibu owners
when the FAA grounded and challenged the
certification of the PA46. While our primary
mission now is the safe operation of our
aircraft, our role to advocate when necessary
with the government and manufacturers
remains an important mandate for
MMOPA. As the Ombudsman for MMOPA,
I will endeavor to make this part of our
organization more effective to preserve and
protect the utility and value of our aircraft.
I see the Ombudsman’s role as a conduit
between MMOPA and Piper, Lycoming,
P&W and other major players for fleet-wide
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Trip of a Lifetime:
A Dream Realized
William G. Dickerson
Like many doctors, William Dickerson was unhappy with the progress of his chosen profession. Fifteen
years ago he made the decision to change that. His practice success and personal metamorphosis
led to his passion to help others in dentistry so that they too could enjoy the profession they have
chosen. Since that time he has educated thousands of dentists all around the world inspiring them
to make the necessary changes for their own practices and lives. Because of his dedication and
passion to help other dentists, he is considered by many to be one of the most influential dentists in
North America, affecting the practices and lives of thousands of dentists around the world. He is the
Founder and CEO of the Las Vegas Institute for Advanced Dental Studies (LVI Global).

Gossamer Wings
Ever since I was a kid, I wanted to fly. My
dreams of flying were so real that I actually
thought I could. Growing up somehow
erased my early childhood flights of fancy,
but not my underlying desire to take to the air.
So as soon as I became an income-earning
adult in a hospital residency program after
dental school at the ripe age of 23, I took
flying lessons and quickly earned my ticket.
The next step was my instrument rating, but
once more life got in the way. Over the next
couple of decades I would wax and wane in
taking advantage of my pilot’s license, with
more waning than waxing as time passed. I
eventually sold my old 206.
A few years ago, simply because I could,
I took up flying again and bought a Piper
Saratoga. For the next 18 months I worked to
become more proficient, obtaining as much
experience as I could. I then took advantage
of the Piper Step-Up Program, purchasing a
new Meridian, transporting me to into the
world of turbine power, pressurization, high
altitudes, and speed. After a year and a half
with my Meridian, to say I love my plane
would be an understatement. The Meridian
has been a life changing addition to my
already charmed world.

Preparation
This background brings me to the “Trip
of a Lifetime” that required one year to
plan, organize and schedule. On June 19,
2009, my wife and three sons, ages 8, 12
and 16, climbed into 820DM and began
what would be described as their “best
vacation ever.” For the next 23 days we
would circumnavigate the country, flying to
selected destinations that would allow us to
see many of our country’s great wonders. Of
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course we would also satisfy our love of roller
coasters wherever we went. We would in
the end visit 14 states, fly over an additional
31, and go to Canada. In an attempt to keep
the trip comfortable, I selected destinations
that would limit the flights between one and
two hours, with none longer than three.
This limit on trip duration was a nod to the
reality that my boys did not inherit my love
of flying. For the most part weather was not
a significant factor in our travels. We were
above anything nasty most of the time, but
on occasion I would have to fly around a
system, leave early or delay a departure.

Yellowstone
Our first leg took us to Yellowstone. To
maximize the experience I would build on this

trip I decided to fly an instrument approach at
every destination whenever possible. West
Yellowstone (KWYS), a picturesque nontowered field, would be no exception. Even
though VMC, I completed the ILS RWY 1,
circling to land because of prevailing winds.
I filmed every landing on the trip using my
dash-mounted POV camera.
The next two days were filled with nature’s
incredible diversity. The national park is
nothing short of amazing. Driving by bison,
bald eagles, and spouting geysers, there is
no place like Yellowstone anywhere else in
the world. Seeing the park once in your life
is mandatory.

Black Hills
This laid back sightseeing experience was
a good way to start and pace the trip but
we were soon off to our next destination.
Leaving KWYS required an IFR departure
going through an overcast 7,000 feet thick.
A commercial pilot who was just landing
confirmed that only traces of ice were evident
as he entered the clouds at 14,000 feet. So
on a rainy day three, we took off for our next
leg to Rapid City, SD (KRPD), for Mount
Rushmore and the Black Hills. As reported,
we encountered only trace ice as we left
cloud tops at 14,000 feet on a straight out
climb maintaining runway heading through
15,000 feet. Cruising at FL270 we flew over
a cloud layer that unfortunately prevented us
from seeing the grandeur below.
Although the weather was beautiful in Rapid
City, I flew the RVAV WAAS (GPS) approach
for runway 14. Westjet Air had our rental car

waiting and we drove immediately to Mount
Rushmore. The boys were amazed at the
story behind the carving of the mountain as
well as the shear enormity of the project. I
had been here as a boy and this monument
was one of my most memorable stops on a
similar trip I took with my family. Of course
then my parents were driving not a Meridian
but instead an old station wagon. Most of
our time was spent in the car in transit from
one place to the next. Flying was a definite

improvement. The Rushmore caves were a
big hit. Imaginations ran wild in the cool still
air thinking about what exploring the caves
would have been like before they became
a tourist attraction. We also squeezed in a
drive around picturesque Needles Highway
before dragging ourselves back to the hotel
for a much-needed night’s sleep.

Baraboo
We departed Rapid City in great weather on
one of our longest legs. Our destination was
Baraboo, WI (KDLL) where we would meet
my wife’s sister and her family at a water
park, the Wilderness Resort, in the Dells. A
terrific 80 knot tailwind made the trip shorter
than expected. An overcast required an
instrument approach using RNAV (GPS)
RWY 1. I had upgraded my plane to WAAS
earlier in the year and I still marvel at the
technology. I strongly recommend WAAS
for anybody who flies IMC. We landed
uneventfully and were soon met by our
waiting relatives.

Shawano Lake
After two days of family fun we departed for
Shawano Lake (KSEZ), just 126 miles north
cont. page 22 ►
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“coaster” park in the country. The famous
Dragster, which accelerates from 0 to 120
mph in 3.8 seconds, would alone make this
stop worthwhile. But so many incredible
coasters are here that we would be hard
pressed to choose what we liked best.
Staying at the Breakers allowed us to get
early entry the next day and beat the public
to the rides for the first hour. The heat
was unbearable and my youngest did not
last an hour. My wife took him back to the
pool. Unfortunately the height requirement
prevented him from going on most of the
coasters anyway, making this his least
favorite stop.

Niagara Falls

of the Dells, to stay with some friends at their
lake house. A quick 30 minute flight brought
us to the GPS approach to RWY 29. This
would be, at 3900 feet, the second shortest
runway of the trip, but the length proved no
problem for the Meridian. Since the field
offered no jet fuel, I topped off at KDLL to
give me enough kerosene to reach my next
destination. On landing, a fellow radioed
on the Unicom frequency that if I needed
anything he was on the tractor mowing the
lawn. This small rural airport represented
such a wonderful slice of Americana. I
wondered if the locals really appreciated
the airport and what the field meant for
them and their businesses. The geese on
the runway had no such thoughts as they
scattered upon my landing. The recent news
about bird strikes was certainly forefront as I
touched down.
The lake offered two days of boating with
good friends, with kids and adults alike
being pulled on tubes and riding the Jet Ski.
But we had to leave a day early in the face
of storm forecast to hit that evening and the
following day.

Cedar Point Park
We flew over Lake Michigan and the tip of
Lake Erie for the destination most highly
prized by the boys, Cedar Point Park in
Sandusky, OH. On this hazy late afternoon
I appreciated the GPS approach to RWY 27
into KSKY. This was the shortest runway we
would encounter at 3559 feet, but the length
was no challenge for 820DM. A short field
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take off left plenty of pavement to spare.
There was a snafu with the rental car, but a
solution was quickly found. Bill, the owner
of the FBO, drove us to the resort and picked
us up two days later. The FBO has been a
family business passed from father to son.
I thought again: what a wonderful slice of
aviation America.
Why Cedar Point Park you ask? Roller
coasters. OK, so my boys and I are roller
coaster fanatics. We were not disappointed
in Cedar Point, often billed as the best

Weather was forecast clear for our departure,
but an approaching storm made me stress
about getting the boys up and going the
next day. Our timing on this leg turned out
to be good. We made our destination (KIAG)
just 10 minutes before the storm hit. Flying
ILS RWY 1 gave us a panoramic view of the
area and the incoming weather. Immediately
upon landing the helpful ground crew at
Tech Aviation towed my plane into a hangar
to protect us from the incoming storm. The
rental car was waiting patiently for us so we
drove off in the hard rain. But the tempest
passed quickly, and by the time we got to
Rainbow Bridge at the crossover to Canada
the skies cleared. After enjoying the Maid of
the Mist and the Journey Behind the Falls,
we could not help but be impressed with

The next morning we enjoyed a terrific
American breakfast in the hotel’s famous
circular restaurant before heading out to the
airport for out next leg.

Pigeon Ford
We were next heading to Pigeon Forge, TN,
(KGKT) to ride the infamous Zorb Ball; I shall
explain shortly. Taking off before yet another
approaching storm, we were again required
to deviate around thunderstorms topping at
out FL 290 while we cruised along at FL 280.
The approach to KGKT is “interesting” with a
mound immediately before the runway that
could induce the illusion of being lower than
you actually are.

natures awesome power. We had lunch
overlooking the majestic falls, grateful for the
AC on this hot, humid and muggy day.

Portland (Maine)
Our planned departure the following day
presented me with yet another difficult
weather decision. A brewing storm warranted
me leaving Niagara Falls early but the fog at
my next destination, Portland, ME, (KPWM)
would indicate waiting. However, since the
forecast called for the fog to lift before we
arrived, we departed as scheduled to beat
the incoming storm. A strong tailwind at
FL270 meant we would get there too early.
So for the first time in memory I slowed down
to delay entry to KPWM. Driving the ILS for
RWY 11 through the marine layer proved
again the importance of an instrument
rating and constant training. In fact, I missed
capturing the glideslope the first time and
was vectored around for another try, which
proved to be successful.
We stayed with friends on Cliff Island off the
coast of Maine, enjoying our escape from

the previous week’s oppressive heat. With
rain as a constant companion, the boys got
to experience a different lifestyle with our
northern friends. Yet another wonderful slice
of the American pie. Dining on fresh lobster,
eating the fish we caught, and enjoying
good company combined to make this one
of the trip’s highlights.

Harrisburg
Leaving Portland required a delayed IFR
departure due to weather and a southeastern
course to avoid the storms in the area. At
FL 280 we had to deviate to avoid the
storm tops. Our destination, Harrisburg,
PA, (KMDT) was clear, but the path was
obstructed with high topped clouds. Strong
headwinds of up to 90 knots made the trip
longer than expected. I flew the ILS RWY 13
approach, which brought us right over the
river beside Three Mile Island. As with every
airport we visited this was beautiful, with
water, grass and surrounding topography all
competing for attention. All were a far cry
from N820DM’s desert strip base field in Las
Vegas (KVGT).
We flew to Harrisburg to visit another coaster
destination, Hershey Park, and to stay at the
legendary Hershey Hotel. We were pleasantly
surprised because we went without knowing
what to expect. We closed the park down,
having arrived late but determined to take in
every coaster. We met good friends there,
which made the stop even more special.
In fact meeting friends along the way was
one of the most memorable and enjoyable
aspects of our adventure.

So what is up with the Zorb? The Zorb is
a 12 foot ball that you enter and then once
encased roll down a mountain. We saw this
on TV before the trip and decided to stop
here purely for the experience. The ball ride
itself was a blast and well worth the high
cost of admission. For the rest of the day we
enjoyed the “strip” in Pigeon Forge with all
the games and activities, including our ride
on wooden-track go karts.

Jacksonville Beach
The next day we left early for Jacksonville
Beach, FL, (KCRG). Following a scenic
takeoff and smooth and uneventful flight we
(finally) landed at KCRG using the only visual
approach on the trip. The active runway, 24,
had no instrument approach. Two days at
the beach with some great friends gave us a
good opportunity to do nothing but relax.

Destin
More friends awaited in Destin, FL. We were
flying over most of the weather at FL260 but
once again we deviated to avoid towering
storms. Destin (KDTS) was clear. We flew
the RNAV (GPS) RWY 32 approach, which
gave us a spectacular view of the coast and
region’s white sand beaches. That transition
from water to land will never cease to be
compelling to me.
Mother Nature gave us a reminder of her
wrath as soon as we landed. The day before
our arrival a storm had swept through,
littering the airport with overturned and
damaged planes. With news of yet another
storm coming I had Destin Jet hangar our
aircraft.
cont. page 24 ►
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Durango
Getting out of Dallas can be a nightmare,
but this morning, nobody was using KRBD.
I taxied to the runway and was cleared for
takeoff. Unfortunately, stepping up to altitude
was a lengthy process as ATC vectored us
to avoid the arrival and departure corridors
for DFW. The extended time at low altitudes
caused me to burn precious fuel for our
longest leg. Durango, CO, was our next
stop and we decided to land at 00C instead
of KDRO; the day was a perfectly clear day
and no instrument approach was needed.
00C is located conveniently in town and
easier for our friend to pick us up at the
airport. The small field rests on a plateau,
and locals always land uphill on RWY 1
unless winds are too strong the other way.
I followed local custom. I also followed
custom by experiencing turbulence over the
numbers. The rough ride made the landing
interesting and my wife nervous, but in the
end the arrival was not too eventful.
I had taken an online course to understand
the complexity of flying into Destin since
the field is surrounded by military airports.
This would be evident on our departure a
few days later as we flew through a tight
corridor between restricted areas. I would
encourage everyone to take the online class
before heading out to KDTS.
We spent the next four days with some dear
friends in a condo on Destin Harbor. This
would be our longest stop, with jet skiing,
boating, tubing and eating filling the agenda.
In fact, eating seemed to be a priority activity
wherever we went. I worried about the “extra
weight” we might be carrying. But I did not
redo my weight and balance, confident
the Meridian was equipped to handle the
consequences of our gluttony.

Dallas
We left Destin after a one hour delay to
allow a cell to move through. I requested
a south departure to hug the coast for a bit
before turning north and deviating through
the abundant cells in the area.
Eglin
approach was helpful, allowing us to fly
through the military space to avoid weather.
After clearing the line of cells, we got
direct NOBBL, a waypoint in the DODJE3
approach into Dallas. As this was one of the
longer legs of the trip I hoped for only mild
headwinds. We got fairly lucky given how
strong the winds can blow along this route.
We started with a direct 50 knot headwind
that steadily decreased as we got closer to
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our destination (KRBD); the winds were as
low as 28 knots at one point. We ended with
35 knots just before beginning our decent.
Dallas was selected for a day of riding roller
coasters at Six Flags Over Texas. We chose
KRBD for easy air traffic in and around the
metropolis and for the FBO. Cutter Aviation
is a familiar face, and a Piper dealer and
service center. Fortunately we did not need
to take advantage of their expertise. The
plane performed absolutely perfectly the
entire trip and my confidence in her made
the trip much less stressful.
Thank goodness for the Six Flag’s Flash
Pass system.
Although expensive, the
convenience of the pass allowed us to avoid
lines and complete our mission of hitting
every roller coaster in the park. Tired but
happy, we went to dinner and then hit the
sack for an early departure the next morning
to avoid the Texas heat.

Durango is the American West set in idyllic
surroundings. Following lunch in a local
café on Main Street we joined an ATV tour
to gain another perspective of the main
valley. Our friend’s house has a small river
running nearby and the boys jumped into
the freezing water to wash off the dirt from
the ATV excursion. Earlier we witnessed the
local kids jumping off a bridge into the river
as if the water was sauna warm. This is small
town America at its finest. The contrast with
the beaches of Florida could not have been
greater. Destin’s party atmosphere, bikinis,
tattoos and surgically altered women are a
world away from the sedate feel of Durango.
The differences we witnessed in just a couple
of days really highlighted the diversity of our
country.
Another obvious contrast was temperature.
We woke up with the windows open and
the temperature in the high 40’s, a bracing
difference from the excessive heat and high
humidity we experienced since leaving
Maine. That brisk morning was the first time
since Maine that we wore long sleeved shirts
and long pants. The day would quickly
warm though, reaching a high of 83 by midafternoon. We went to the ski resort to ride
the alpine slide and have lunch. Then we
rode dirt bikes as I taught my 16 year old how
to ride a motorcycle for the first time. The
day ended with a tube ride for the boys who
floated right down to our friend’s house.

close, but we were all anxious to return
home. We missed the dog, friends and even
our house. We woke early to beat the heat
and turbulence. After a light breakfast, we
crawled into the plane for our final leg. The
flight back to Las Vegas was uneventful in
the benign weather of the southwest.
Filling out the logbook brought forth some
interesting statistics. I logged nearly 30
hours of flight time. We flew more than
5,800 miles over 23 days. I completed 12
instrument approaches in 15 landings.
Added experience in avoiding bad weather
and some incredible flying adventures have
made me, I believe, a better pilot. My wife
was the perfect co-pilot, and she gained
confidence from this trip as well. What
a terrific opportunity to see the country
in a unique way most people can never
experience. Every airport we visited in every
small town was to me what a gorgeous golf
course would be to a golf fanatic.

Sedona
With just a 1.2 hour flight in clear blue skies
we found ourselves at Sedona, AZ, (KSEZ).
I think arriving at Sedona is similar to what
landing on an aircraft would be like in calm
seas. The runway sits on a plateau and
occupies most of the space on top, with
sharp drop offs at both ends. The airport
may be the most beautiful in the country,
with majestic red rock formations towering
above the surface, offering arriving pilots a
stunning sight. After landing and putting the
plane to bed we ate breakfast at the airport
restaurant, which I highly recommend.
Watching the local red biplanes take off was
worth the cost of breakfast.

We of course had to sign up for the famous
Pink Jeep tour, and indeed the excursion
was well worth the cost. The boys spent
the rest of the day playing in Oak Creek,
which runs along the hotel we were staying
at, L’Auberge. We finished the night with
a celebratory dinner sitting outside next to
the creek, enjoying a wonderful meal in a
delightful setting that was a perfect bookend
to a perfect trip.

My Piper Meridian N820DM is the hero of
this story. She performed flawlessly and
kept my precious cargo safe and sound. I
could not have asked more from her and
her turbine Pratt and Whitney PT-6 engine.
We pressed her payload to the maximum
on some of the longer flights, but she never
complained. She was predictable, steady
and reliable. She is a joy. There is no doubt
that we will do something like this again.
How about you?

All Good Things…
Our last day was bitter sweet. Our threeweek adventure was sadly coming to a
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Aviation News
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.

The most recent quarter under review
provides us, unfortunately, with much to
discuss. I keep hoping that I will have
nothing to report. Alas, that is not the case.
As always, unless otherwise noted, the
information reported here is preliminary,
subject to change, and may contain errors.
Any errors in this report will be corrected
when the final report has been completed.
NTSB Identification: CEN10LA059
14 CFR Part 91: General Aviation
Accident occurred Friday, November 13,
2009 in Elk Mound, WI
Aircraft: PIPER PA-46-310P, registration:
N667PC
Injuries: 1 Uninjured.
On November 13, 2009, at 1651 Central
Standard Time, a Piper PA-46-310P,
N667PC, experienced a total loss of engine
power during descent from cruise flight. The
pilot executed a forced landing on a corn
field resulting in substantial damage to the
airplane. The pilot was uninjured. The 14 CFR
Part 91 flight was operating on an instrument
rules flight plan. The flight originated from
Fargo, North Dakota, and was en route to
Eau Claire, Wisconsin.
NTSB Identification: CEN10FA065
14 CFR Part 91: General Aviation
Accident occurred Monday, December 07,
2009 in Mendoza, TX
Aircraft: NEW PIPER AIRCRAFT INC PA-46500TP, registration: N600YE
Injuries: 2 Fatal.
On December 7, 2009, at 1134 Central
Standard Time, a New Piper Aircraft Company
model PA-46-500TP airplane, N600YE, was
destroyed after impacting terrain following
a sudden loss of altitude during vectors
for an instrument approach in instrument
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meteorological conditions near Mendoza,
Texas. The private pilot and one passenger
were fatally injured. The personal flight was
being conducted under the provisions of
Title 14 Code of Federal Regulations Part 91
with an Instrument Flight Rules (IFR) flight
plan. The cross-country flight originated at
the Aransas County Airport (RKP), Rockport,
Texas and was arriving at Austin-Bergstrom
International Airport (AUS), Austin, Texas,
at the time of the accident. Instrument
meteorological conditions prevailed at the
time of the accident.
The airplane departed RKP about 1151.
The pilot began receiving vectors from
AUS radar approach controllers at 1127.
Preliminary radar data and air traffic control
transcripts indicate the pilot was at 4,000
feet mean sea level (msl) and established
inbound on the localizer to Runway 35R at
AUS about 1132:00. At 1132:22 the pilot was
told to “expect short vectors” and received
a left vector to 260 degrees heading for
spacing on a preceding airplane. At 1132:40
the pilot was told to descend to 3,100 feet
msl. At 1133:04, at an altitude of 3,800
feet msl, a heading of 286 degrees, and a
groundspeed (GS) of 175 knots, the pilot
was told to turn right to 080 degrees. The
pilot acknowledged the assigned heading
(pilot’s last radio transmission) and the
airplane continued a left turn until 1133:13
and a heading of 272 degrees, when radar
indicated the airplane began a right turn at
172 knots GS. At 1133:22 the airplane was
at 3,300 feet msl, 284 degrees heading, and
174 knots GS. At 1133:31 the airplane was
at 2,800 msl, 330 degrees heading, and 200
knots GS. At 1133:36 the airplane was at
2,000 msl, 006 degrees heading, and 222
knots GS. At 1133: 40 the airplane was at
1,200 msl, 046 degrees heading, and 254
knots groundspeed.

Witnesses
indicated
the
airplane
exited low clouds in a steep bank
turn and the engine was running.
The airplane impacted a pasture about .16
miles southeast of the last radar hit. Ground
scars indicate the airplane impacted in 80
to 90 degrees right bank and 18 degrees
nose low. The debris field was about
1,000 feet long. Both wings had separated
from the fuselage, the engine and forward
cockpit had separated from the fuselage
and empennage. All flight control surfaces
were accounted for in the debris field. Wing
fractures, cable separations, and control
rod fractures were consistent with overload.
Flight control cable continuity could not be
verified to the cockpit area due to structural
fragmentation. Leading edges of two of the
four propeller blades showed gouging and
had one to two inch deep gouges.

Accident Synopsis
The first accident involved an “engine failure”
of unspecified cause, and the plane was
flown to the corn field where the insurance
company probably took ownership of the
plane. No injuries. The PA 46 is a capable
glider. Good job by the pilot.
The second accident did not involve an
engine failure and was fatal to the two
occupants. There was a brief banter on
the internet about this crash especially
expounding about the high speeds on final
and approaches. Was this a situational
awareness issue, an instrument problem,
or both? I know when the weather is really
bad, I ask for a long final and will not accept
“short final vectors.” If the approach seems
to be getting out of hand, ask for a missed
approach. And climb. Note that our editor,
Jeff Schweitzer, flew this same approach in

the same weather, at night, just four hours
prior to the accident airplane. He reported
that he flew down to minimums, seeing the
rabbit right at 200 feet AGL.

Changes at Piper
As this is my last column as the author of
Aviation News, I would like to offer a parting
editorial. What follows are my personal
opinions, which are not necessarily those of
MMOPA or the Board.
Bob Kromer, then VP for Sales, Marketing and
Customer Service, received the President’s
award at the MMOPA Convention. This is a
well deserved award for Bob, who worked
hard as an advocate for MMOPA and Piper
on multiple fronts, including newly designed
fuel sending units and nose gear landing
problems. December 31, 2009, was Bob’s
last day of employment at Piper. I spoke
with Kromer last week and he was grateful
for the job and opportunities Piper gave
him over the last three and a half years.

With the restructuring, his job position was
eliminated. I certainly hope that Bob lands
safely, finding a good job suitable to his
many talents. His departure means that
four of the top executives are now gone,
including Jim Bass, John Becker and now
Kromer. Only Kevin Gould is left as President
and CEO. I sincerely hope the remaining
Piper management will work with member
organizations like MMOPA to maintain and
improve their products. Bob established a
high bar for mutually beneficial cooperation,
an example that I hope current management
follows.

I hope and am confident that we will not
revert to the old adversarial ways we saw
earlier in our history with Piper. MMOPA
sets a standard well above other member
organizations for safety and training support.
The Board of Directors and membership
deserve cooperation and support from Piper.
This year was a major turning point toward
those good relations. I hope we continue
the trend.

Nowhere is such cooperation more
important than on the subject of parts. Piper
has decided to outsource the parts game to
Aviall. Is this good or bad? It depends on the
service Aviall will give the users/dealers. And
Aviall will need to be supported by Piper.
Will they get the right parts in the right time
frame? Change is sometimes unpredictable.
I have to admit I personally have a little
heartburn on this one, though Aviall may
come through with improved services.
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Meridian
With Prist®...

Justin Lazzeri
Justin Lazzeri is the Director of Marketing for Skytech, Inc., which has facilities in the Baltimore,
MD and Charlotte, NC metropolitan areas. A graduate of Embry-Riddle Aeronautical University,
Justin is a Commercial Pilot and Certified Flight Instructor who has the benefit of significant
exposure to the Piper, Pilatus, and Cessna Caravan product lines. Justin can be reached via
email at jlazzeri@skytechinc.com.

Turbine engines can withstand significant
abuse and continue to “burn” as long as fuel
is supplied to the engine. Pilots seeking to
enhance that inherent turbine dependability
will often utter, “with Prist®” when refueling.
Prist® is the brand name for a Fuel System
Icing Inhibitor (FSII) that dominates the
market, to the extent of becoming like asking
for a Kleenex® when what you want is a
tissue. Let’s examine the back story of this
industry-accepted phrase and discover why
the additive is so important to the engine’s
reliability, and to our safety.
Some non-particulate water is omnipresent in
aviation fuel in two distinct forms: dissolved
and free. As fuel cools, its ability to retain
dissolved water decreases and the water
becomes free. At certain temperatures, this
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“free” water can form ice crystals or remain
as a super-cooled liquid and quickly freeze
upon reaching fuel lines or filters, potentially
leading to fuel starvation and engine failure.
Additionally, water in aviation fuel can harbor
microbes such as algae, which can further
restrict fuel flow.
This problem became readily apparent in the
late 1950s as more jet aircraft were flying to
higher altitudes for longer durations. Action
was finally taken after the crash of a B-52 in
1958, which was attributed to ice in the fuel
causing five of the eight engines to fail due
to fuel starvation. Subsequently, two main
forms of ice formation deterrent in aviation
fuel systems were developed: internal fuel
heating systems or a FSII additive.

The basic formulation of a FSII is diethylene
glycol monomethyl ether, or DiEGME.
DiEGME was chosen because the
formulation has two attractive properties: an
affinity for free water and the ability to lower
the temperature at which water freezes. The
chemical acts like anti-freeze to prevent the
formation of ice. The freezing point of Jet A
without FSII additives is -40 degrees Celsius.
With FSII additives, the freezing point of Jet
A is pushed significantly lower. While FSII is
commonly thought to acts as an algaecide,
limiting the growth of microbes that can clog
fuel filters, Prist® is no longer marketed as
having that property.
The PT6A-42A in the Meridian, as with most
PT6 applications, requires the use of an
anti-icing fuel additive. Even with FSII, early
Meridians (pre 2004 models) had an OAT
operating limitation of -41 degrees Celsius.
This limitation was necessary due to an
absence of a fuel temperature indicator that
would enable a pilot to determine if the fuel
temp limit of -34 degrees Celsius was being
approached. In 2004, the introduction of
both a fuel temperature gauge and a heated
fuel return allowed the Meridian to operate
at OATs as low as -54 degrees Celsius
while providing the pilot with the necessary
information to monitor the unchanged -34
degrees Celsius fuel limitation. Per the
Meridian Information Manual, in 2004 or
newer aircraft “during operations where
the fuel temperature indicator is below -23
degrees Celsius, the fuel return solenoid
downstream of the high pressure gear
driven pump opens and returns unused fuel
from the fuel control unit to the outboard
left and right fuel tanks. This returning
of warmed fuel to the fuel tanks slows the
cooling process of the fuel, which allows the
aircraft to operate at temperatures as cold

as -54 degrees Celsius for a longer period
of time.”
Even with the improvements of the 2004
model Meridian, the operating range would
not be possible without FSII in the fuel.
The specifications defined for allowable
concentrations of DiEGME in fuel are from
0.10 to 0.15 volume percent. Turbine fuel
has commonly been pre-blended with FSII
by fuel suppliers and the military for over 40
years and has proven through countless tests
to meet the standards of volume percent.
The consequences of improper mixing can
lead to any number of emergency situations.
Below is an excerpt from the FAA’s October
2004 Aviation Maintenance Alerts publication
highlighting one such example:
“On July 12, 2004, a Beech (BE-400A)
with PWA JT15D engines (without fuel
heaters), while cruising at 41,000 feet with
the outside air temperature of -59 degrees
Celsius, was directed by ATC to descend to
33,000 feet. At approximately 39,000 feet,
with engine power reduced for the descent,
both engines experienced a flameout. After
several start attempts, the crew was able to
restart the number 2 engine at approximately
14,000 feet. The fuel, from the BE-400, was
tested for density, specific gravity, anti-icing
additives, freezing point, and flash point.
The density, specific gravity, and flash point
were normal, however, the content of the
anti-icing additives and freezing point were
not normal. The test showed a reading
of 0.023 parts per million of Prist® anti-

icing additives. The normal percentage by
volume should have been 0.10 to 0.15 parts
per million.”
This event caused the industry spotlight
to shine even brighter on the importance
of properly blended fuel additives. Since
then, FBOs and fuel providers have moved
higher on their watch list the proper additive
ratio and have diligently increased testing
to ensure percentages are correct. Clearly

a FSII is an integral part of reliable turbine
engine operation and safety throughout the
flight environment. The next time you say
“with Prist®” when requesting fuel you will
know a little more about the background
and why those words are so important.
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Fire!
Rick Tutt
Rick Tutt is a 22 year, 14,500 hour, career instructor pilot. He is the West Coast Representative for
ATM LLC, the KSCK Airport representative for the California Pilots Association, and a member of
several aviation associations.

Once Upon a Time…

Initial Training

The story begins all the way back in 1998.
A gentleman by the name of Reid Johnson
asked me if I would like to attend a Piper
Malibu training class. In doing so I could,
upon completion of the session, serve
backup when he was unable to take a flight
in the PA46 due to other corporate piloting
commitments.

My first experience with the PA46 began with
training instructor Ron Cox, who came in like
a drill sergeant. Actually, he is a retired Lt.
Colonel in the U.S. Army. He was ready for
battle, and off we went.

So of course I agreed. This is how life goes
as an independent corporate pilot. You
stretch yourself between multiple clients
and hope several do not call at the same
time. When that happens, you have to find
somebody to fill in, which is exactly what Reid
was asking of me. I did not hesitate to help
out because Reid was responsible for my
earliest opportunities in the corporate world.
He gave me the chance to get checked out
in numerous airplanes, including all the
pressurized Twin Cessnas, the Piper Navajo
series, the Beech Baron series, the PA46
and the Super King Air B200.
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This initial session with Ron turned out
to be the beginning of a long and fruitful
relationship. At the time I had a Part 135 Air
Charter operation, took whatever corporate
flying work came my way and did a little
proficiency instruction as well. For six years
I owned and operated a flight school
locally and trained numerous pilots. I was
all set and happy with my diverse flying
opportunities. And then along came Ron. He
was relentless in his pursuit of a west coast
location to reduce his cross-country travels.
After much discussion and consideration,
I eventually agreed to serve as Ron’s West
Coast Representative for Aviation Training
Management, Inc.

Right from the start I was so busy with training
flights, scheduling clients weeks in advance,
that I had to pass on charter opportunities.
I liked the advanced scheduling compared
to those unexpected late night calls for an
unplanned early flight the next morning. I
soon bailed on the charter business and
made a full-time commitment to Ron. We
established our first classroom in the Spanos
Jet Center at the Stockton Metropolitan
Airport (KSCK).
Fast forward more than ten years and
I continue today as the West Coast
Representative for ATM LLC, still working
primarily out of KSCK. Ron has since
sold his interest in the organization but the
company still lives and thrives. While I train
more than 100 pilots annually in a wide
variety of aircraft, I have a special kinship
with the Malibu. So much so that I co-own
one myself.

An Ordinary Day
The morning of August 14, 2009, began like
any other. In preparation for the day’s first
flight I called the Automated Flight Service
Station, where I connected as I often do with
“Seattle Rick,” who refers to me as “Stockton
Rick.” We have gotten to know each other
by phone since I call at 04:30 five days a
week. My data are stored under my phone
number with the AFSS so the briefer knows
who is on the phone; the flight plan form is
pre-filled with information that does not vary
between flights.
I met Frank Worner at Concord, CA, to
complete the in-aircraft flight training portion
of his annual recurrent. I have been flying
with Frank since 2003. He owns a PA46310P with the 550C conversion, a clean
machine with two GNS 530Ws in the panel.
We started out with an uneventful hour
of basic air work, which included in-flight
emergency procedures encompassing
engine fire, electrical fire, and flight deck
and rear cabin smoke and fire. The airconditioner was not working well so we flew
unpressurized.

Not So Ordinary Now
We elected to fly RNAV to LPV minima into
Tracy (KTCY) on a routine GPS approach

that I have used before many times. This
time was special, however. Just as we
crossed the Intermediate Fix (IF) on the
final approach course, Frank selected the
“Approach Mode” of the KFC150 autopilot.
Almost immediately, smoke poured into the
cabin.
I immediately said, “Frank, you fly, I’ll try to
fix the problem.” I went to work. We asked
each other, “What did we just do last?” We
had done something electrical in nature.
“Let’s start out with turning off the electrical
system and see if the smoke dissipates. In
the meantime, Tracy is 15 NM on the nose so
let’s head in that direction while we sort this
out.” We were at 3,300 MSL at that moment,
and just about the same AGL.

Relentless Smoke
We could not immediately determine the
origin of the smoke, which just kept coming,
mainly from under the co-pilot’s rudder
pedals. We also noticed that the smoke
was black and not electrical in nature. The
smoke became so thick that I leaned over
Frank’s shoulder and opened the storm
window. I stuck my hands out the window
and funneled the air along my arms and
across my chest to blow the smoke toward
the rear of the plane. As the cabin was not
pressurized, the smoke wafted rearward,
and then out the back.

As we considered our condition, we agreed
we did not want to slow down to perform an
emergency gear extension. So we switched
the battery ON to lower the landing gear. No
response. We did not have any lights: no
red light on the annunicator panel or green
lights on the lower panel. We also did not
have any sensation that the gear was down
or had gone down. We switched off the
electrical system.
Once again the smoke became so think I
had to funnel outside air from the side storm
vent. The smoke was pouring in at such
a high velocity that I had to leave the right
seat to determine the origin. To the extent I
could determine, the smoke appeared to be
entering the cabin from under the right side
of the instrument panel. So I stuck my head
down towards the right rudder pedals and
could see smoke coming in from the pedal
push rod that attaches to the bell crank for
the steerable nose gear linkage. I was pretty
sure I could see flames flickering through
that seal. The smoke was so thick I could
stick my head down there for no more than
a moment at a time.

Awfully Quiet
Then, in the midst of all this, the engine
suddenly quit. I asked Frank if he did
something and he replied, “No.” I said,
“It looks like we’re going to make a forced
cont. page 38 ►
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landing.” Frank set up for best glide and
looked for a place to land.
We had several open fields in front of us but
many were surrounded by power lines. We
continued forward looking for a good spot,
“good” being relative of course. We went
through the drill to attempt an engine restart
by confirming air, fuel and spark, mixture
rich, propeller lever forward, throttle forward,
magnetos on and fuel selector switched
to a good source. Nothing. Frank shut
everything down and we continued to glide.
We were now down to 2,000 feet MSL.
One benefit of the dead engine was that the
smoke began to subside. I blew air rearward
one more time and looked closely at the
rudder pedals, where I noticed the smoke
was just lightly flowing through the seal. We
were now about 1,000 MSL. The good news
is that Frank spotted a field with no power
lines at the approach end. The bad news
is that we were heading perpendicular to
the rows. Our proposed destination airport,
Tracy, had winds at 300 degrees, and we
could see the wind on the surface here
favored that direction. We had 10 knots
of wind on the nose and never considered
landing parallel with the rows.
I asked Frank to lean over to the side a bit
so I could jump back in the right seat and
buckle up. I reminded myself to do three
things: sit up straight, listen for the seatbelt
tab to snap into the buckle and pull the belt
snug to my hips (reminding Frank to do the
same). I adjusted my shoulder harness
snug to my chest. I told Frank to be certain
that he touched down with wings level and
to never stop flying the plane until the plane
stopped flying.
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Terra Firma
A few seconds later we touched down. We
landed firm on the mains, which were in fact
down, and nosed over immediately. We
were completely caught off guard with the
extended gear. At no time did we have a
sensation that the wheels were down, nor
did we ever suspect them to be extended.
In retrospect, we might have speculated
about the gear in preparing to land; 20/20
hindsight.
I jumped out of my seat and headed for the
cabin door. Frank was right behind. Once
outside the airplane, I spotted flames under
the engine compartment. We continued to
move rearward of the aircraft to gain distance
in case of an explosion. Once safely away,
our first order of business was to determine
if we sustained any injuries. Frank and I
were both OK, with nothing more serious
than Frank’s scraped knee to show for the
wild ride. The plane did not fare as well.

Non-standard Briefing
I called AFSS on the 800-WX-BRIEF phone
number. By chance, I got Seattle Rick! He
immediately asked, “Are you all right and
how’s the guy with you?” I explained our
condition and he duly took the information;
then he put his supervisor on the line. I
asked him to inform the local Fresno FSDO
and the NTSB of this event. While I was still
on the phone, emergency vehicles began
to descend on the scene. After I hung up,
Frank and I called our wives.
I uncowled the engine with the fire department
to determine if anything was still burning. We
disconnected the battery. From the firewall

to the pressure vessel, hoses and wires were
burned and soot covered the entire area.
The fuel and hydraulic lines were burned
through. The cowling was scorched in an
area not visible from the cockpit.
The flames had exited rearward along the
wheel well, bumped up against the pressure
vessel, burned the pushrod boot and
pressure vessel seal, and then ran straight
down out the louvers on the nose wheel
door. The rear louvers on the right door
were burned all the way through, as if a blow
torch had been used. This is evidence that a
fire raged for awhile with the gear still up and
the doors closed.
During much of this time, we had no
knowledge of flames, smoke outside the
airplane or a heat signature of any kind.
Furthermore, if we had been pressurized,
we may not have known of the problem
until much later. The smoke may not have
entered through the pressure seal. Instead,
the engine would have quit without any
indication of a fire. If that had happened,
we would have followed the emergency
procedures, which includes engaging the
auxiliary fuel pump to attempt an engine
restart. Imagine that for a moment: we would
have been pouring fuel under high pressure
onto an existing fire. That is a scenario I
would rather not contemplate.

Trust, But Verify
Even after that forced landing, I retain my
trust in these airplanes. The NTSB will not
yet talk about this event, nor would Piper
at the most recent MMOPA Convention.
While both organizations are reluctant to
discuss the issue until a final report is out,
I am sharing this story now as a reminder
to all piston pilots that engine fires are not
just some theoretical emergency to consider
only during annual training and then to
promptly forget until the next year. Training
is important because emergencies really
happen, and when they do, you must be
prepared.

Issues and Answers
Emergencies Dissected
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, Ins., The New Piper Aircraft’s exclusively approved training school for Malibus,
from 1991 - 1998.
Mary urrently provides Malibu-Mirage and Jet Prop 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.

Questions

3.

We all know the importance of using our
checklist in emergencies. When stress levels
increase, trusting our memories can result
in failure to execute procedures properly.
When the chips are down we must also
know why certain actions should be taken.
So let us take a look at the reasons behind
some critical checklist items. More than one
answer may be correct. Answers may not
apply to all PA46 models. I have attempted
to note exceptions when applicable.
1.

b.

c.

2.

a.
b.
c.
d.
4.

the engine may be failing
soon and increased airspeed
will help ensure that you are
closer to your destination
when failure occurs.
increased airspeed results
in lower deck angle which
improves engine cooling.
additional airspeed provides
additional airflow to the oil
cooler which allows the cooler
to rotate with less resistance.

b.

c.
5.

a.
b.
c.
d.

to
facilitate
nose
gear
extension.
to
facilitate
main
gear
extension.
to provide more time for gear
to extend before landing.
for traffic control at busy
airports.

b.
c.
d.

6.

d.

7.

to increase speed to expedite
descent.
to be prepared for quickly
adding power when leveling
off.
to increase drag.

The “engine failure at altitude” checklist
for Continental engines indicates
selecting LOW BOOST instead of HIGH
BOOST initially because:
a.

When executing the emergency gear
extension procedure, it is important to
slow to designated airspeeds:

to minimize the chance of fire
on landing.
to reduce electrical loads.
to increase gliding range.
to decrease sink rate.

c.

Emergency descent checklists call for
propeller full forward:
a.

When increasing oil temperatures
are experienced, piston checklists
indicate airspeed should be increased
because:
a.

In the event of an engine failure,
the Meridian checklist indicates the
condition lever should be placed in idle
cut-off:

low boost is easier on the fuel
pump and it may already be
compromised.
high boost could flood the
engine.
high boost could result in an
engine fire.
since the engine has failed the
battery is no longer charging
and low boost requires less
electrical
power
thereby
conserving the battery.

Emergency gear extension checklists
call for “battery on”:
a.
b.

because the gear pump is
electrically powered.
to
make
sure
radio

Engine fire checklists indicate that the
bleed air lever (pressurization control
for piston aircraft) should be pulled
out:
a.
b.
c.
d.

8.

communication is available
for tower fly-bys to verify the
gear is down, if necessary.
because
the
emergency
release valve is electrically
driven.
so that the three green gear
position lights will illuminate.

to prevent smoke from
entering the cabin.
to avoid the fire spreading to
the cabin.
to starve the fire of oxygen.
to
deploy
the
fire
extinguisher(s).

Prior to landing, the vacuum failure
checklists require that the cabin be
manually depressurized:
a.

9.

because
instrument
operations will be improved
for landing with reduced
pressure in the cockpit.
b. to ensure deployment of
gear.
c. to evacuate possible smoke
from the failed gyro.
d. to ensure that the aircraft is
depressurized for landing.
Turbine engine restart procedures call
for delaying restart attempts until below
specified altitudes because:
a.
b.
c.

communication with ATC is
improved at lower altitudes.
chance of fire is minimized
the battery works better at
cont. page 40 ►
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Issues and Answers
(continued)

d.

lower altitudes
increased air density at lower
altitudes assists in engine
rotation.

10. When experiencing an alternator failure
(generator in turbines) immediate action
to avoid or exit icing conditions should
be taken because:
a.

b.

c.

d.

high amperage requirements
of deice/anti-ice equipment
may overload the remaining
alternator.
deice/anti-ice equipment may
not work since it is directly
powered by the #1 alternators
in pistons and the generator
in turbine PA-46s.
the aircraft is no longer
certified for flight into icing
conditions.
the engine is about to fail and
VFR conditions are desirable.
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Answers
1.

b. Increased airflow should also result
in a reduction in oil temperature.

2.

a. Slower speeds are required to
decrease air resistance as the nose gear
swings forward during deployment.
Low speeds do little to help with the
extension of the main gear. In fact,
faster airspeeds may facilitate main
gear extension.

3.

4.

c. and d. Positioning the condition lever
to idle cut-off is the only way to feather
the propeller in the Meridian. This will
substantially reduce sink rate and
improve engine out gliding endurance
and range. As an additional benefit, fire
will be minimized on landing but this is
not the primary objective at this point in
flight.
c. Increasing drag assists in increasing
the rate of descent and/or slowing the
airspeed. This translates into additional
altitude lost in the same amount of time

at a constant airspeed. Especially in
rough air, high airspeeds may have to
be avoided despite the need to lose
altitude quickly. Propeller full forward
is accomplished by reducing power to
idle in the Meridian.
5.

b. Use low boost first to see if it solves
the problem. If not, there is still time
to try high boost if the engine failure
occurs at altitude. If the failure was
NOT the result of an engine driven
pump failure, selecting high boost will
flood the engine and further measures
will likely be unsuccessful in reviving it
until high boost is deselected.

6.

d. Although a. may also be true and
power is required when deploying the
gear normally, once the emergency gear
extension procedure is implemented,
the circuit breaker for the hydraulic
pump should be pulled so electrical
power is not used in the extension
procedure except for illuminating the
green lights to verify gear is down and
locked.

7.

a.

8.

d.
The dump valve is normally
opened using suction provided by
the vacuum system. Upon landing,
the squat switches opens an electric
solenoid that allows vacuum to flow
to the outflow valve and dump the
cabin. This ensures that the cabin will
always be depressurized upon landing.
Without vacuum, other means must be
employed to ensure that the aircraft is
depressurized prior to landing. Manual
depressurization in the Meridian is
accomplished by selecting ECS off
and pulling the bleed air lever out. This
is accomplished in other models by
pulling the pressurization control knob
out before landing.

9.

d.

are activated simultaneously, the
remaining/standby alternator may not
be adequate to support operation of
anti-ice equipment and other desirable
items.
Icing certification requires
operation of both alternators or the
generator in the case of the turbines
but, frankly, this isn’t the primary
concern when in the midst of dealing
with the failure. Ensuring that avionics,
gear and other systems continue to
work by not overloading and losing the
remaining/standby alternator is a very
high priority.

10. a. and c. The deice/anti-ice equipment
are among the highest draw items
on the aircraft. Especially when all
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Malibu Maintenance
Meridian Switching Modules
Kevin Mead

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

In the PA46 fleet, Meridians are unique in
having switching modules that allow the
plane’s overhead switching panel to be
compact. Grouping most of the modules
together on boards under the sidewalls just
below the circuit breaker panels provides
for remote switching, helping to keep things
sleek overhead.
Switching modules were a good idea, but
the system has not been without serious
problems. The modules Piper used in the
original Meridians were simply not up to
their task, having a tendency to fail and
cause smoke in the cabin. The problem
was rectified by Piper SB 1132 (Electronic
Control Module Failure) AD 04-03-32, which
mandated replacement of all the modules
with improved units. Even though that issue
has long since been resolved, to this day
we still see planes that have telltale burned
insulation under the sidewalls.
Our biggest problem today is with the
reliability and longevity of the modules.
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In addition, some of the module failure
patterns are odd, leading to troubleshooting
confusion. In this article I will describe the
different modules and their functions, along
with descriptions of how they fail. I provide
diagnostic tips where appropriate.
All of the modules used on the Meridian
are built by Moritz and fall into a few basic
categories. The main types are on/off
switches (examples are taxi lights, ice light
and starter engage), failure sensing (pitot
heat module), cycling (prop heat), and
dimming (post or placard light dimming).
When trying to diagnose failed equipment,
always be sure to check for obvious
problems instead of just replacing a module.
Is a lamp burned out? Are prop brushes
deteriorated? Is there a short circuit placing
a high amperage load on a module, causing
its failure? There may even be a broken wire.
Also check a suspect module itself for a
broken terminal or connection. This problem
is rare, but I have it seen a few times.

Once you have ruled out simple explanations,
check to see if you have voltage to the
inoperative equipment. If not, odds are you
have a failed module. Unfortunately, we
seldom learn why a module failed.

Prop heat failure
Typically, prop heat fails in one of two ways.
In the first, the “prop deice fail” annunciator
light illuminates. In the second, the green
prop deice “on” annunciator does not
illuminate and the ship’s ammeter shows no
increase in load. To confuse things, the fail
light will not come on.
To troubleshoot, first determine if the boots
are heating. If not, rule out a problem with
the brushes, boots or wiring. As always,
checking for something simple is the
economical way to proceed. After you have
ruled out all the simple causes, the only
thing left is the module. Unfortunately, the
replacement module costs over $2000.00.
Sometimes a module without the plug (the
plug is rarely at fault) is available and is

much less expensive, so have your shop
check availability. Incidentally, this module is
not located with the others but can be found
under the LH side window next to the mass
flow valve controller.

Pitot heat fail light illuminates
Most of the time when this light comes on
you will find a failed connection at the pitot
heat connector. Remove the tube and look
for burned connectors or broken wires.
But if no broken wires are found, suspect
the module. Be aware that sometimes the
module fails in such a way that it will leave
the pitot heat on at about half its normal level.
In this case, people feel the Pitot tube, note
that the tube is warm, and then conclude
that the annunciator light is not giving correct
information. In this scenario, trust the light
and investigate further. You can compare the
heat level of the suspect tube with the other

tube, but be careful not to burn yourself.
Also, if the only way to stop the tube from
heating is to pull the circuit breaker, you have
a good indication that the module has failed.
But since this module costs over $1300.00, it
makes sense to go one step further to verify
the problem. Happily, your plane has two of
these modules, so you can swap them to
eliminate all doubt.

Starter disengages as soon as
you release the start button
Although the overhead switch is often
blamed for this failure, the culprit is virtually
always a bad module.

Light malfunctions either by not
illuminating or not extinguishing
As usual, rule out a bad bulb or broken wire
and verify that no voltage is getting to the
light. Replace the module. If the light is stuck

“on “ try pulling the circuit breaker. If this is
the only way to extinguish it, the module is
at fault.

Stall heat failure
Piper has introduced an improved module
for this application, largely alleviating this
problem.

Several modules fail at once
Sadly, this happens commonly, so do not
read too much into the multiple failures. It
does not necessarily mean you have some
larger problem. I have seen planes come in
with as many as five failed modules, replaced
those, and seen that plane fly with no further
module problems for a year or more. We
usually never find out why so many failed at
once.
Finally, once you have diagnosed the
problem and determined that you need a
new module, do not be surprised if you are
unable to obtain one. We have had sporadic
availability problems with all the modules,
with the worst being the prop deice module.
My advice, particularly with the more
expensive modules is to always submit an
AOG parts order if they are in short supply.
If you place a regular order, someone else’s
AOG order, even if it was placed after your
order, will result in the module you thought
was yours being sent to someone else. No
one will notify you. You will just sit there
waiting for a part that may not come for
weeks.
As with all airplane systems, the modules have
positive and negatives. The module system
is a good one but requires maintenance –
welcome to aircraft ownership.
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Notes From

M•MOPA

Headquarters

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

John Campbell
Wilton, CT
John is an Executive with GE
Ed Novak
Marshfield, MA
Ed is Director of Maintenance at Shoreline
Aviation, Inc.
Michael Wilhite
N351C
Dallas, TX
Michael is a Lawyer. His company is
Mustang Drilling, Inc. They have a Meridian.

Anthony Sherman
Aspen, CO
Anthony is an investor. His company is
Terrapin Investments. He has over 1000
Hours and holds an instrument rating.

Erik Thomas
N119CP
Mesa, AZ
Erik is VP of Engineering at Consolidated
Turbine Support Inc. They have a JetProp.

Hannu Halminen
Orena, ON, Canada
Hannu is a home builder. He has over 5500
hours and holds Multi and IFR ratings.

Larry McCarroll
Ponce Inlet, FL
Larry is Pilot Executive with CAP Aviation
Consulting Group.

Jeremy Johnson
Santa Monica, CA
Jeremy’s company is Elite Debit.

Ralph Mailoux
N61FL
Ralph is Director of 911 Communications at
South Bay Communications. They have
a Mirage. He has over 5500 hours and
holds a Private, with an Instrument rating.

Gael de Bossard
N41518
London, U.K.
Gael has a PPL license with an Instrument
Rating. He has over 1700 hours.

Reginald Griffith
Baton Rouge, LA
Reginald is an Orthopedic Surgeon. He
holds a Private license with Instrument and
Multi ratings.
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Jack Server
Elkhart, IN
Jack is President of ASV Plastics, Inc.
Jeff Gibson
Heath, TX
Jeff’s company is Gibson & Associates, Inc.
He has a JetProp.

M•MOPA Classifieds
FLORIDA SPRUCE CREEK FLY-IN

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

GPS Manuals

Pilot-friendly manuals are now available
for the GPSmap 696 and Garmin G900X.
Our task-oriented manuals are simplified
directions that lead you step-by-step
through all the operations. An Index
supplements the Table of Contents to help
find specific subjects. Using our manuals
along with the unit in simulator mode or PC
trainer on the computer is the FASTEST
and EASIEST way to learn the intricate
operations.
Our Library also includes: The Garmin
GNS 430, 430W, 480, 530, 530W, GPS on
the G1000, G1000W, GPSmap 295, 196,
296, 396, 496, Bendix/King’s KLN 89B/94,
KLN 90B, KLN 900, Lowrance 600C and
2000C. G1000W and G900X cost $54.95,
IFR models $44.95 and Hand helds $39.95.
Add $6.00 for S&H. Other than U.S. add
$6 more. ZD Publishing, Inc., PO Box
3487, Wichita, KS 67201, 888-310-3134. (In
Kansas 316-371-3134) www.zdpublishing.
com
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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

Eclipse International, Inc.

RWR Pilot Training

St. Petersburg, Florida
(727) 822-1611

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

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

Initial & Recurrent Courses
Aircraft Training Services, LLC.

Buffalo Grove, Illinois
(847) 947-2238

Lester Kyle’s Aircraft Training

Vero Beach, Florida
(772) 562-5438

Initial & Refresher Courses
Aviation Training Management

Vero Beach, Florida
(772) 778-7815

SimCom Training Centers

Initial & Recurrent Training

Vero Beach, Florida
1-800-272-0211

Mariani Aviation Services

Initial & Refresher by Appointment

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

Initial & Refresher by Appointment

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

Initial & Refresher Training with
John Mariani at any location

Ron Cox Aviation Services, LLC
Anywhere, USA
(772) 538-1965 Cell
Initial and Refresher Training on all series of the
PA-46

MALIBU/MIRAGE SAFETY & TRAINING FOUNDATION
SAFETY / FLIGHT SESSIONS:
February 5 – 6			
Fredericksburg, TX
Gillespie County Airport (T82)
Hangar Hotel

May 14 – 15			
Prescott, AZ
Ernest A. Love Field (PRC)
Residence Inn

March 4 – 6			
Henderson, NV
Henderson Executive Airport (HND)
Hampton Inn & Suites

July 16 – 17			
Seattle, WA				
Snohomish County Airport – Paine Field
(PAE)
Hilton Garden Inn

April 23 – 24			
Myrtle Beach, SC
Grand Strand Airport (CRE)
Marriott Resort at Grande Dunes

August 13 – 14			
Olathe, KS				
Johnson County Executive Airport (OJC)
Marriott Overland Park

SAFETY SYSTEMS / MAINTENANCE SESSIONS:
March 4 – 6			
Henderson, NV
Henderson Executive Airport (HND)		
Hampton Inn & Suites
November 11 – 13		
Hilton Head, SC
Hilton Head Airport (HXD)
Hilton Oceanfront Resort and Spa

Events Calendar
20th Annual Convention
October 27-30, 2010
Amelia Island, Fl
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Helpline ...
620-728-8634

October 8 – 9			
Palm Springs, CA				
Jacqueline Cochran Regional Airport (TRM)
La Quinta Resort & Spa (Hilton Waldorf
Astoria)
November 11 – 13		
Hilton Head, SC
Hilton Head Airport (HXD)
Hilton Oceanfront Resort and Spa
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