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Letter from the Editor

South of the Border
My wife and I have recently had need to 
fly south of the border on frequent visits 
to Honduras.  I stop for fuel in Veracruz, 
Mexico (MMVR), and from there fly to 
Roatan (MHRO).  That trip is as easy 
and consumes about the same time as 
a flight to San Francisco from my home 
base in Austin.  With the help of a trusty 
pre-arranged handler the technical stop in 
Veracruz is a model of efficiency, with no 
more than about 45 minutes elapsing for 
Customs, Immigration, fueling, flight plan 
filing, engine start and clearance.  

The bummer is on the return flight.  I dis-
covered to my great annoyance a rule now 
three years old that I believe is unknown to 
many pilots.  Here is the official language:   

“Effective February 1, 2008, all GA 
aircraft operating into Mexico from the 
Caribbean, Central America, and South 
America will have to stop in Cozumel 
(MMCZ) or Tapachula (MMTP) for illegal 
substance inspections. Countries that are 
considered to be within the Caribbean 
zone are Bermuda, the Bahamas, Puerto 
Rico, and the US Virgin Islands. While 
operators may stop at either MMCZ or 
MMTP, Mexico is recommending Cozumel 

(MMCZ) due to better customs facilities at 
that location.” 

How easily I could have just reversed 
my itinerary and simply flown from 
Honduras to Veracruz.  After all, that is 
the logical flight plan. I’d probably be 
writing this in Spanish if I had done so.  
As a consequence of this little gem of a 
rule, when returning home I must fly from 
Honduras to Cozumel or Tapachula to 
go through Customs and Immigration.  
Neither city is anywhere near my intended 
route of flight.  I have tried both and the 
experience is quite different in each. 

Cozumel
In Cozumel you pull up to the general 
aviation ramp just like at home -- and 
the similarity to operations in the United 
States ends there.  Your first clue that 
you are not in Kansas any more is 
the welcoming committee of soldiers 
sporting automatic weapons.  At these 
two chokepoint checkpoint airports, the 
military inspection comes first.  You are 
asked to completely unpack the airplane, 
an act followed by canines sniffing the 
plane’s interior and then our bags, which 
sit forlornly on the tarmac before being 
carted off to be x-rayed.  I kid you not, 
once the dogs tagged one of our bags 
for drugs (no, we had none), giving the 
guys with machine guns some fun for the 
day as the dog started clawing away with 
great enthusiasm.  Suspicious eyes were 
cast our way. I had the urge to say, “Bad 
dog!” but I held back. 

That little adventure with an overzealous 
dog resulted in a technical stop lasting 
about three hours instead of one.  
Thoughts of spending my remaining 
days in a Mexican jail crossed my mind.  
I must say that while terribly inconvenient 
everybody was polite and respectful 
during the entire process.  The routine 
continues from there: from Cozumel we 
fly to Veracruz, where we traditionally 
have had to go through Customs and 
Immigration all over again since we leave 
the country from there.  I now have in hand 
a brand new “multiple-entry permit” which 
should at least eliminate that last official 
bit of Mexican scrutiny. I’ll find out when 

I use the permit on my next trip.  From 
Veracruz I return to Austin, by-passing 
closer ports of entry (like Brownsville) 
with the authority of my Overflight Permit 
from U.S. Customs and Border Patrol.  
But wow that stop in Cozumel is a pain in 
the behind; I propose we stop the illegal 
drug trade so that my travels are more 
convenient.

Tapachula
Unlike in Cozumel here the military 
inspection is entirely separate from the 
civilian.  After landing you are directed to 
huge, cavernous military hangars, where 
you shut down for your first course of 
close scrutiny under the watchful eyes 
of a phalanx of soldiers.  Empty the 
plane, dogs, the whole routine.  Then 
you are escorted under guard, papers 
in hand, to a table set up at the opening 
of the second hangar, behind which sit 
two officers.  The scene was like out of 
a movie set; at any moment I expected 
helicopters to start landing, a sergeant 
to yell, “go, go, go” as troops poured 
out of trucks into waiting aircraft, and 
George Clooney to make a wry comment 
to Nicole Kidman as he embarked to 
save the world from pending nuclear 
doom. But all remained quiet and calm 
and Clooney was nowhere in sight. You 
want to have with you the correct papers:  
passport, pilot’s license, airworthiness 
certificate, aircraft registration, General 
Declaration, insurance endorsement, 
passenger manifest, and flight plans for 
your arrival and departure.  After you have 
properly sacrificed to the gods of military 
bureaucracy, you repack the airplane, start 
the engine, and with tower clearance taxi 
over to the commercial terminal.  And start 
all over again; unpack, bag inspection, 
Customs, Immigration, landing fees, and 
then finally flight plan filing. The ordeal 
takes about two hours.  From there I fly 
to Brownsville to clear U.S. Customs.  
The big advantage to Tapachula is that I 
only have one stop in Mexico, rather than 
two.  My route is Roatan to Tapachula to 
Brownville to Austin instead of Roatan 
to Cozumel to Veracruz to Austin.  Also, 
Customs in Brownsville is open 24/7 while 
the Austin operation has banker’s hours, 
meaning another deadline to fight on 

Jeff Schweitzer
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the way home.  Even with the two hour 
technical stop and need to restart my 
engine I think Tapachula is the better bet.

If I just had an airplane that went a little 
farther and a little faster…

Honeywell Rebuttal
In the summer 2010 issue of this 
magazine, an author penned an article 
to which Honeywell objected.  I offered 
to publish their unedited rebuttal in this 
magazine, as well as on the website.  As 
promised, we include their letter here.  

All Good Things…
The time has come for me to “spend more 
time with my family” and to “pursue my 
opportunities in the private sector” and to 
devote more energy to helping save the 
planet from the scourge of people leaving 
office to spend more time with their family.  

I have decided that after eleven years 
the time is upon us for me to pass on 
to the next victim the mantle of MMOPA 
editor.  This spring 2011 issue will be my 
last.  While clearly my shoes are too big 
to fill, my act impossible to follow, and 
my humble attitude too great to mimic, 

I suspect we can nevertheless find a 
volunteer among our diverse membership 
to carry the torch.  The only condition is 
that upon accepting the responsibility, 
they must say, “I am here only because I 
stand upon the shoulder of giants…”

My original intent was to resign at the 
anniversary of my tenth year, but for some 
reason the timing just did not feel right. I 
am now comfortable that the moment has 
arrived.
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Piper Perspective

Randy Groom

Customer Aspirations Drive 
Piper Onward

Ours is an aspirational industry. It has 
been that way since the beginning. Early 
aviators wanted to go farther, faster, higher. 
Later, as aviators began to use airplanes 
seriously for business, we wanted to go 
even farther, faster and higher in more 
comfort. And today we want to do it as 
efficiently as we can.

This general aviation phenomenon 
persists to the modern day. Hundreds 
of M-Class Piper owners personally 
experience Piper’s brand of excellence, 
and we are as proud of your airplanes as 
you are. Without a doubt, Matrix, Mirage 
and Meridian owners aspired to their 
rides before, like you, they joined the 
enthusiastic ranks of the Malibu Mirage 
Owners and Pilots Association.

Globalizing
Piper Aircraft is taking that enthusiasm 
to the rest of the world. You will see in 
2011 an extension of the company’s 
globalization that began in earnest this 
past year and will make us much more 
than a U.S.-centric company. But why 
should you care?

From our perspective, the answer is 

straightforward. As a global company 
with greater international reach, Piper will 
be financially stronger and have more 
money to reinvest in all-new models while 
we fund improvements to M-Class Pipers 
and the other fine airplanes in our stable. 
Moreover, we will be able to mature our 
parts delivery mechanisms, escalate 
the focus on improving quality through 
continuing our RACE (Reliable Aircraft 
& Customer Experience) Program, and 
develop a healthier network of dealers 
and authorized service providers. All of 
that translates into better products and 
stronger product support for you.

Three Geographic Regions
Our globalization efforts are well under 
way. We have divided the world into three 
sales regions and opened new sales 
offices staffed by senior aviation leaders. 
Drew McEwen, in Vero Beach, has become 
our Director of Sales, Americas with 
overall responsibilities for North, Central 
and South America. Drew is a veteran 
sales executive who has the record as 
the highest single sales producer in 
Beechcraft history, selling more than $1 
billion in aircraft. He is already making 
an impact on our Americas sales and 
support efforts. 

We recently named Western Aircraft, a 
Greenwich AeroGroup® company, as 
Piper’s dealer for new aircraft sales in 
Alaska, northern California, Oregon and 
Washington. Under Drew’s leadership 
we also appointed Cutter Piper Sales, 
Carlsbad, Calif., as Piper’s dealer for 
new aircraft sales in Southern California. 
Cutter Piper Sales joins the established 
Piper Aircraft dealership in Texas, Cutter 
Texas Piper, which has been serving that 
region since 1994.

We also named Enrico Evers as Director 
of Sales for Europe, Middle East and 
Africa. He will work with Piper dealers and 
agents throughout those regions of the 
world from his office at Lelystad Airport, 
near Amsterdam in the Netherlands. 
Enrico is beginning to develop long-term 
Piper sales relationships and assisting the 
dealer network in that important region 
of the world. Enrico has more than 20 

years of aviation experience and has 
been involved in aircraft sales activity 
involving a number of aircraft models, 
including Lancair, Beechcraft and Cessna 
in addition to a period working for Piper 
Germany. 

In addition, we recently bolstered the 
Brunei-based sales office, which handles 
the development of our Piper dealers and 
agents in the Asia/Pacific region. We have 
assigned aviation veteran and former U.S. 
Army officer Chuck W. Glass there as 
the global Director of International Flight 
Training and Fleet Programs. 

Customer Service
In the area of improving customer support, 
we recently promoted two experienced 
Customer Service managers to help you. 
Vinny Zarrella has been named Director of 
Customer Service. Vinny is a consummate 
pro with nearly 25 years of aircraft support 
experience, the past eight at Piper in 
increasingly responsible roles. We also 
promoted Jim Slaton to Senior Manager of 
Parts Sales. Both of these seasoned Piper 
maintenance professionals will help the 
company move to a higher level of service 
support. This is all part of Piper stepping 
up to the challenges and opportunities 
ahead as we move the company forward 
by upgrading our customer service and 
parts support activities around the world. 

The infusion of global talent at Piper also 
included two new senior leaders with an 
international flavor. This past year, Simon 
Caldecott became our Vice President of 
Operations. With more than 36 years in 
aviation, Simon is a seasoned operations 
and manufacturing executive with senior 
level experience in the United States 
and Europe. And Mike Hinderberger just 
joined the company as Vice President 
of Engineering, responsible for all 
Piper engineering and new product 
development activities. In his 25 years in 
the business Mike’s experience includes 
working as an airframe integration 
and certification consultant for Rolls-
Royce Deutschland and as an executive 
for Hawker Beechcraft, Gulfstream 
Aerospace Corp. and Bombardier.
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Efficiencies
Piper’s team is organizing to manufacture 
improved airplanes, enhance customer 
support, develop improvements to 
the product line and deliver on those 
aspirations to fly farther, faster and higher. 
The key to our success globally will 
continue to be economical acquisition and 
operating costs and excellent customer 
support. 

No doubt about it. For those individuals 
around the world who aspire to a Piper, 
we have the best values available today 
and well into the future. 
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RE:               Malibu Mirage, Volume 19, Number 2, Summer 2010
                    “Views from a JetProp, The Silent Emergency: Detection, Avoidance and New Solutions”
                     Written by Travis Holland. Honeywell Rebuttal

Honeywell International Inc. (“Honeywell”) has taken issue with a number of false and misleading statements contained in 
that article about Honeywell’s Bendix King KI 256 attitude indicator.   

The specific false statements for which Honeywell takes exception are as follows:  

1. (Referring to KI 256 failure) “That specific scenario has led to structural failures of more than one 
PA46 and “has claimed the lives of enough PA-46 aircraft occupants for our fleet’s lifetime” were 
totally false and misleading.” and;

2. “To do nothing ignores the accident record and glaring safety deficiency in your instrument panel. 
Your family, heirs, associates and passengers all deserve a better alternative than the stock 
instrumentation delivered with your aircraft.” and;

3. “KI 256 instrument failure has claimed the lives of enough PA46 aircraft occupants for our fleet’s 
lifetime.” 

There is no factual basis (or any reported finding by the NTSB, FAA or any other agency) for the statement that a properly 
maintained KI 256 has caused structural failures in the Piper Malibu or, worse yet, has contributed to any death or injury 
among Piper Malibu owners, operators or their passengers.  To the contrary, in 1991 the NTSB conducted a Special 
Investigation Report, and the FAA performed a Special Certification Review, related to the Piper PA 46 following seven fatal 
PA-46 accidents, five of which occurred in the USA.1  In one of those accidents, the NTSB determined that the pilot flew 
into a strong thunderstorm and lost control of the airplane.  In the other four US events, the NTSB determined that the pilots 
failed to activate pitot heat before flying into freezing instrument meteorological conditions (IMC) which led to the loss of 
control.2  (There was no indication that the KI 256 was involved in either of the two foreign accidents.)  The FAA and NTSB 
reviewed the original certification for the KFC-150 autopilot for the PA-46 and found no irregularities in the certification of 
the Bendix / King KFC 150 integrated flight guidance and control system, which includes the KI 256, and specifically found 
no evidence of malfunction or failure in these components in any of the U.S. accidents.3  We trust that you were aware of 
those two reports before the article was published.  A review of the NTSB accident database from 1991 to date does not 
reveal a single fatal PA-46 accident in the United States attributable to an anomaly with the KI 256.  

The author reliance on an investigation report authored by the Canadian Transportation Safety Board (CTSB) and upon 
an FAA publication entitled “The Silent Emergency” to support the article is without merit.  Had the author taken the time to 
read either of these two publications, he would have seen that neither document even remotely supports his statements.  
Each is discussed below.

 The CTSB report referenced by the author (Aviation Investigation Report A08W0068) relates to a PA-46 accident 
that occurred in Canada on March 28, 2008.  A fair and accurate reading of that report shows that the author neglected to 
tell your readers about key underlying findings made by the CTSB during its investigation.  According to the CTSB report, 
the subject KI 256 had been in the airplane for 13 years.  The pilot was told by a mechanic the day prior to the accident flight 
that it should be overhauled.  The pilot ignored that advice, and told the mechanic to put the KI 256 back in the airplane. 

At no point did the CTSB implicate the design of the KI 256 or state that it was unsafe.  Rather, the CTSB concluded 
that the cause of the accident was the combination of an improperly maintained KI 256 coupled with a vacuum system that 
was not operating properly. The CTSB report states, in part, as follows:

1  See National Transportation Safety Board, Aviation Special Investigation report, Piper Aircraft Corporation PA-46 
Malibu / Mirage Accidents / Incident May 31, 1989 to March 17, 1991, Report SIR-92/03 adopted July 21, 1992; Federal Aviation 
Administration, Results of the Special Certification Review of the Piper PA-46-310P (Malibu) and PA-46-350P (Mirage), December 5, 
1991.
2  Of interest, all of the pilots had less than 200 total hours in the PA-46, and some had less than 100 hours in that airplane. 

3  The data on the other two non-US accidents was incomplete since the NTSB did not participate in those investigations.  In 
one of those events (Hermosillo, Mexico), however, witnesses saw the plane fly into a storm cloud with pieces of the plane falling to 
the ground shortly thereafter. In the other event (Tottori, Japan), the 440-hour non-instrument rated pilot crashed in darkness.

Honeywell Rebuttal
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1. The KI 256 failed due to excessive wear on bearings and other components, resulting from a 
lack of maintenance and due to a vacuum system that was possibly not at minimum operating 
requirements for the instrument.

2. The KI 256 was reinstalled into the aircraft to complete the occurrence flight without the benefit of 
the recommended overhaul.

3. The pilot had not practiced partial panel instrument flying for a number of years, was not able 
to transition to a partial panel situation, and lost control of the aircraft while flying in instrument 
meteorological conditions.

4. The aircraft was loaded in excess of its certified gross weight and had a centre of gravity (C of G) 
that exceeded its aft limit.  These two factors made the aircraft more difficult to handle due to an 
increase of the aircraft’s pitch control sensitivity and a reduction of longitudinal stability.

While Honeywell believes that any fatal accident, including the Canadian PA-46 accident discussed above, is truly 
unfortunate, the CTSB clearly noted that the pilot was not proficient in partial panel operations, ignored the advice of a 
mechanic and departed in an aircraft that was out of its CG limits.  At no time did they criticize the design of the KI 256.  Of 
interest, the CTSB report notes that 1200 flight hours over 13 years was an “excessive interval between overhauls.” the 
author’s insinuation that an inherent design or safety issue with the KI 256 caused the accident is simply not supported by 
the facts of that report.   

 The author’s further reliance upon the FAA article entitled “The Silent Emergency” as support for his disparaging 
claims regarding the KI 256 is even more troubling.  The article does not even mention the KI 256!  The intent of the article 
is to advise pilots that pneumatic systems can fail, so pilots should have a standby or backup attitude indicator in the event 
that the vacuum system fails.  This is good advice for all pilots.  The article does not mention, much less criticize, the KI 256 
and it certainly does not suggest that the KI 256 has caused any loss of mission or life.  The article in no way supports the 
author’s statements about the KI 256 design and its role in causing fatal aircraft accidents.
 
Honeywell’s ultimate goal, however, is not to change the author’s personal opinions.  Rather, Honeywell wants to ensure 
that your readers are provided with accurate information regarding the safety history of the KI 256 so that any opinions they 
form are based upon true facts, and not upon false claims or personal agendas.  

As a direct result of your article, Honeywell has been approached by customers who, understandably, have voiced their 
concerns regarding the safety and reliability of the KI 256 based upon the false statements published in your magazine.  
Honeywell takes serious issue with unsubstantiated and false statements that call the safety and integrity of its products 
into question.  Honeywell takes exception to your author’s comments or insinuations, as set forth above, that the KI 256 
has claimed the lives of any PA-46 pilots.  Honeywell’s stands by the accurate safety history of the product and to correct 
the erroneous statements set forth by the author is tantamount to restoring your readers’ confidence in the KI 256.  

Honeywell stands firmly behind its products and safety reputation.  

.
David Metcalf    
Honeywell Aerospace
Senior Director Contracts
Business and General Aviation
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Note from the President
President’s Article MMOPA 

Spring Issue

Jonathan Sisk

The period following the annual 
convention and going into the Holidays 
offers a welcome rest for the MMOPA 
Board and staff. It’s like everything comes 
to a head at the convention, a couple of 
weeks of post-convention wrap-up and 
analysis, then things go quiet for a few 
weeks. Whew! Well, as the old joke goes, 
“Back on your heads… coffee break is 
over.”

By now you have probably heard that in 
mid-January, I received notice from Jeff 
Schweitzer, editor of this fine publication 
for the past 11 years, that the issue you 
are reading would be the last produced 
under his expert direction. I was shocked! 
Who would we get to fill Jeff’s shoes? 
There is always plenty to do at MMOPA, 
but honestly, I had figured the magazine 
was in capable hands and took for granted 
that it would continue on its trajectory.  As 
the MMOPA Board now considers how 
best to continue the magazine and looks 
for a new editor, I would like to express 
our collective appreciation to Jeff building 
the magazine into what is arguably the 
best aircraft owner association magazine, 
period. Our goal will be to continue the 
magazine’s excellence and value to the 
membership. 

Contemplating Our Safety 
Record
The number of PA46 accidents in the past 
few months has me troubled, again. Two 
decades ago, this association was born 
in the aftermath of a rash of accidents. 
Since our inception, MMOPA has focused 
on safety and training, to save lives and 
protect our way of life. Over the years we 
have worked with the FAA, NTSB, Piper, 
aviation underwriters, and instructors 
to establish training standards for this 
remarkable airplane. We established 
The Malibu Mirage Safety & Training 
Foundation (MMSTF) to provide regional 
weekend seminars and flight training, over 
and above the minimum requirements. 
Our conventions provide an academic 
program that is second to none. And 
this magazine offers a wealth of practical 
information on safely operating the Malibu 
series aircraft. 

So, what is the problem? Are MMOPA 
members statistically any safer than 
non-members? Do those members who 
participate in our academic programs 
fair better than those who do not? What 
about our enhancement training through 
MMSTF? For all the money and volunteer 
sweat that we expend, are our efforts 
working? Are we saving lives? These are 
hard questions, but ones to which we 
need good answers. Every organization 
should periodically take an honest look 
at its objectives and assess how well it is 
achieving them. You know, the continual 
improvement model. 

I have asked Board member, Manny 
Casiano, to assemble and lead a review 
committee to analyze just how effective 
our safety improvement programs are, 
and make recommendations on how we 
can improve. Manny is already an expert 
on Malibu safety statistics, as he has 
provided a detailed accident review at 
the past few conventions. Based on the 
excellence of his presentations, I know the 
Association will once again benefit from 
his careful research and keen insights.

Playing the RACE Program
Over the past year, MMOPA has 

worked closely with Piper to improve 
our relationship in areas where both 
organizations’ interests are mutually 
served. A major milestone in this 
collaboration was announced at the 2010 
convention when Piper Executive VP, 
Randy Groom, asked for MMOPA’s input 
into the company’s RACE Initiative. RACE 
(Reliability of Aircraft and the Customer 
Experience) was established as a cross 
functional team from various departments 
throughout the company and given the 
mandate and authority to implement 
product improvement changes as 
quickly as possible. Details of the RACE 
program’s first-year accomplishments 
were provided at the convention by 
Piper’s Director of Customer Support, 
Vinnie Zarrella, documenting over 30 
significant improvements.

The starting point for the RACE team 
was analysis of Piper’s warranty claim 
data, but beyond that 2-year window 
their information becomes sketchy, 
at best.  Piper would like to engage 
the membership of MMOPA to obtain 
additional data and ideas from beyond 
the warranty period for the basis of further 
product improvements. 

One of the challenges for MMOPA and 
Piper will be to differentiate between 
actionable fleet-wide issues for the 
RACE team, versus the “one off” service 
issues that are nonetheless frustrating 
for our members.  Obviously, information 
provided to affect a future design change 
is important, but not urgent, while 
reporting a current service difficulty to get 
some assistance is extremely urgent and 
requires an immediate response.

For help with service issues that are 
in process, like parts availability and 
diagnostic assistance, MMOPA members’ 
first line of attack is to contact the closest 
Distribution Service Administrator (DSA). 
DSAs from the entire Piper Service 
Center network meet with the factory 
on a weekly conference call to discuss 
service difficulties and develop strategies 
to assist owners in getting their aircraft 
back in the air ASAP.  In circumstances 
where that approach does not work, 
MMOPA members can also contact the 
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Association’s Ombudsman (me) who 
will work with the Piper directly to get the 
assistance needed.

Now back to the RACE initiative. MMOPA 
has developed a special web page 
where its members can submit their 
product service experience and design 
improvement ideas directly to the Piper 
factory. This input will be reviewed and 
acknowledged weekly, then become part 
of the design action queue. Piper, not 
MMOPA, will determine if the submissions 
fit within the actionable criteria for the 
RACE program. However, MMOPA will 
have the opportunity within the RACE 
team to meet with Piper personnel and 
provide input to their priority assignments 
from the association’s perspective. 
MMOPA will also review progress of 
the RACE initiative and its benefit to the 
association on a regular basis and report 
to the membership on progress being 
made, probably at our annual convention 
and on the website.

To participate in the RACE initiative, go 
the MMOPA website, SUPPORT tab, and 
select “MMOPA Input to RACE Initiative.”

Unleaded Avgas Transition
On January 31st, the FAA Administrator 
chartered the formation of the Unleaded 
Avgas Transition Aviation Rulemaking 
Committee (ARC) to provide advice and 
recommendations to the Manager of the 
FAA Engine Propeller Directorate (EPD) 
on how best to move toward an unleaded 
avgas. The committee will consist of 
representatives from government, in-
dustry and owner advocacy groups. The 
usual suspects will be present (AOPA, 
GAMA, NBAA, NATA, API, EAA, etc.) and 
3 bi-monthly meetings are scheduled 
beginning in March.

MMOPA, as a participant in the Clean 
100-Octane Coalition of type clubs, will 
be represented at these meetings in 
Washington, DC. I have been asked to 
serve on the ARC by the Coalition and 
have agreed to do so. I believe it is in 
the best interests of MMOPA to continue 
working this problem from the perspective 
of the owner/operator of high performance 
piston engine aircraft. 

The focus of the ARC is to facilitate an 
orderly transition to an unleaded avgas. 
My concern continues to be that such 
discussions are premature until private 
industry has developed an affordable, 
full-octane fuel and is allowed to proceed 
through the existing certification process. 
Seems obvious, but until there are one or 

more proven solutions, there is nothing 
to manage. In my opinion, the bottleneck 
for the past 14 months resides squarely 
within the FAA, and the evidence suggests 
a serious lack of oversight at the EPD.

My focus in the ARC will be to get the 
FAA to streamline (not allow continuing 
arbitrary obstacles) to the certification 
process. I feel that our role is critical 
because the owner/type clubs are the 
only ones at the table who do not have 
other potential conflicts of interest 
with the FAA. For example, the engine 
manufacturers are obviously key players 
in this process. However, they are also 
dependent upon the cooperation of the 
very same staff at the EPD for their own 
certification projects to proceed efficiently. 
Getting crossways with the EDP on the 
unleaded fuel issue could cost Lycoming 
and TCM a lot of money in the long run. 
I don’t think we can count on them to be 
very aggressive in expressing criticism. 
Similarly, AOPA, EAA, and other broadly-
based pilot advocacy groups have lots 
of other on-going interests with the FAA 
and will not want to sacrifice those other 
priorities for the sake of this one. So it 
is likely that the type clubs representing 
owner/pilots of high performance piston 
aircraft exclusively, will have to carry the 
flag, and possibly alone.

Bio: Jonathan Sisk
Jon is an entrepreneur, the CEO of Audio 
Authority Corp in Lexington, Kentucky, an 

electronics manufacturing company that he 
founded in 1976. Audio Authority designs 
and manufactures a variety of electronic 
devices for the home entertainment trade, 
audio-video intercom products for drive-up 
banking and pharmacies, and consumer 
HDTV signal routing systems. Jon began 
flying in 1979 to visit customers all over 
the US. He has owned a single-engine 
Commander, Piper Turbo Saratoga, Cessna 
335 twin, two Piper Malibu Mirages, and 
currently a 2008 Meridian. “The Malibu 
design represents the perfect balance of 
speed, size, comfort, and economy. That it 
is still contemporary and relevant in today’s 
market is a tribute to Piper and the original 
PA46 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 STCs and upgrades for the 
PA46 Malibu series aircraft. 

For fun, Jon and his wife Diana (a Piper Dakota 
pilot) enjoy flying to Deerfield Resort (TN44) 
in Tennessee with their 3 parrots (surrogate 
grandkids) to enjoy the mountains, boating 
on Norris Lake, and the aviation community 
there. Last fall, they became grandparents 
for real.

Jon can be reached at jsisk@mmopa.com or 
859-351-5429.
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MMOPA News
NEWS FIT TO PRINT

Richard Rochfort

PIPER NEWS
PIPER AIRCRAFT APPOINTS 
VICE PRESIDENT ENGINEERING

Vero Beach, Fla., Jan. 18, 2011 – 
Piper Aircraft Inc. has named Michael 
C. Hinderberger as vice president of 
Engineering. He is responsible for all 
Piper engineering and new product 
development activities. “We welcome 
Michael Hinderberger to the Piper 
senior leadership team,” said Piper CEO 
Geoffrey Berger. “Mike’s experience in 
the management of aircraft certification 
programs, production implementation 
and customer service will serve him and 
the company well.” The company has 
recently hired more than 140 engineers to 
work on development of the new single-
engine PiperJet Altaire that will enter 
service in 2014. 

Hinderberger has a broad background in 
engineering and program management 
with more than 25 years experience 
leading aircraft development programs 
through introduction into service and 
post-delivery support. He has industry 
experience as a product line manager, 
program manager, engineering leader, 
and Integrated Product Team leader. His 
most recent assignment was for Belcan 
Corp. where he served as an airframe 
integration and certification consultant 

for Rolls-Royce Deutschland. Previously 
he served as a vice president for Hawker 
Beechcraft Corp. in product development 
and as chief engineer for Gulfstream 
Aerospace Corp. on the G650 business 
jet.  He has also served as flight test team 
leader for the Bombardier Global Express. 
Hinderberger’s education includes 
a Bachelor of Science in Mechanical 
Engineering from the University of 
Cincinnati and a Master of Science in 
Technical Management from Embry 
Riddle Aeronautical University.

PIPER TO TERMINATE 
PIPERSPORT DISTRIBUTOR 
BUSINESS RELATIONSHIP 

Vero Beach, Fla., Jan. 12, 2011 – Piper 
Aircraft Inc. will terminate its business 
relationship with Czech Republic-based 
Czech Sport Aircraft to market that 
company’s Light Sport Aircraft, citing 
differences in business philosophies. 
“After a year working with Czech Sport 
Aircraft, Piper determined that it is in our 
company’s best long-term interests to 
discontinue the business relationship 
which distributed a Light Sport Aircraft 
manufactured by the Czech company 
and distributed under Piper’s brand by 
a separate distributor network,” said 
Piper CEO Geoffrey Berger. “Clearly, 
the company has a different business 
perspective and approach to the market 
than Czech Sport Aircraft,” he added. 

Piper had created a stand-alone 
distributor network specifically to market 
the aircraft manufactured and supported 
by Czech Sport Aircraft and branded as 
the PiperSport. As the company built 
that distributor network, it became clear 
that Piper’s core strengths and that of 
Czech Sport Aircraft were mismatched. 
“We at Piper have a close affinity with this 
emerging segment of the marketplace and 
we have great expectations for the LSA 
industry. The LSA we were distributing is 
a good one and we encourage aviation 
enthusiasts to continue their support 
of this segment of the market,” Berger 
added. 

“We certainly understand the implications 
of this development in the Light Sport 

Aircraft segment and do not take this 
action carelessly,” he said. Piper’s core 
philosophy is to execute leading aircraft 
programs where the company offers the 
most value to customers. An example of 
this is Piper’s sustaining commitment to 
the PiperJet Altaire business jet program 
and the improvements the company is 
making to the global dealer and support 
infrastructure.  
“As we have reiterated, Piper is committed 
to the company’s line of efficient and 
reliable personal, training and business 
aircraft. We also continue to support 
and strengthen an extraordinary global 
network of Piper dealers and agents 
dedicated to marketing and supporting 
these great Piper aircraft for the long-
term,” he said. 

PIPER NAMES TWO TO NEW 
CUSTOMER SERVICE ROLES

Vero Beach, Fla., Dec. 9, 2010 – Piper 
Aircraft has promoted two experienced 
managers to higher positions within 
the company’s Customer Service 
organization. Vincent P. Zarrella has 
been named director of Customer 
Service and will report to Piper Executive 
Vice President Randy Groom. Zarrella 
has nearly 25 years of aircraft support 
experience, the past eight at Piper in 
increasingly responsible roles, including 
his most recent assignment as senior 
manager of Piper Customer Operations.

The company also named Jim Slaton 
senior manager of Parts Sales. He reports 
to Zarrella. Slaton joined Piper in 1997 and 
his most recent assignment was manager 
of Warranty. “Both of these seasoned 
Piper maintenance professionals will help 
the company move to a higher level of 
service support,” Groom said. “I am very 
pleased they have been on the Piper team 
for sometime and were willing to step up 
to the challenges and opportunities ahead 
as we move the company forward by 
upgrading our customer service and parts 
support activities,” he added. Zarrella is a 
U.S. Marine Corps veteran with crew chief 
experience on Boeing Vertol CH-46 Sea 
Knight helicopters. He has more than 24 
years of experience as an FAA Airframe 
and Powerplant certified mechanic, with 
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extensive experience on Beech, Cessna 
and Piper aircraft. He has served Piper 
in several functions including dealer 
development as ser-
vice manager for a 
Piper dealer. Slaton 
has worked in various 
capacities for Piper in 
Production, Technical 
Support, and War-
ranty. He has a 
Bachelor in Business 
Administration and 
an Associate of 
Applied Science in 
Aviation Technology 
from Fairmont State 
University in West 
Virginia. He is also an 
A&P. 

PIPER PAVES 
WAY FOR 
M-CLASS 
UPGRADES 
WITH ALTAIRE ADVANCE

Vero Beach, Fla., Nov. 4, 2010 – Piper 
Aircraft Inc. is making the transition from 
any new aircraft in its M-Class lineup – 
the Meridian, Mirage and Matrix – to the 
new PiperJet Altaire attractive to company 
loyalists. The PiperJet Altaire single-
engine business jet is being developed 
for certification and first deliveries in 
2014.  “Piper created the Altaire Advance 
program to make it easier for our 
customers to move up to the PiperJet 
Altaire from any new single-engine 
M-Class aircraft,” says Piper Executive 
Vice President Randy Groom. “Under 
Altaire Advance, Piper will discount the 
purchase price of the Altaire or defer a 
portion of the initial deposit required, 
depending on the new M-Class airplane 
being purchased.”

For new single-engine turboprop Meridian 
buyers, Piper offers $100,000 off the $2.5 
million base purchase price of the PiperJet 
Altaire. Buyers of new pressurized single-
engine piston Mirages get $50,000 off 
the price of a new Altaire, while buyers 
of unpressurized single-engine piston 
Matrixes can defer $25,000 of the initial 
deposit of $75,000 on a new PiperJet 
Altaire. 
Piper will escrow the initial deposit until 
first flight. Subsequent deposits are tied to 
first flight of the PiperJet Altaire conforming 
flight test article and nine months prior to 
first delivery or type certification, Groom 
adds. For full details, Groom encourages 
interested buyers to contact their Piper 
dealer. 

FAA WAAS NEWS
 

Image above represents the broadcast 
footprints of the geostationary satellites 
in December 2010. Intelsat CRW GEO 
Resets, Now Accepts Commands 

GALAXY 15 CONNECTION 
REESTABLISHED

January 6, 2011 - Ground control over 
Intelsat’s Galaxy 15 geostationary 
(GEO) satellite, hosting a Wide Area 
Augmentation System (WAAS) Navigation 
Transponder, has been re-established. 
Intelsat and the satellite builder, Orbital 
Sciences Corporation, believe they have 

isolated the cause of the failure and have 
implemented corrective actions that 
will serve to prevent recurrence in the 

satellite (also known 
as Intelsat CRW). 
Intelsat is highly 
confident that the 
cause of failure has 
been fixed. Intelsat is 
currently conducting 
initial diagnostic tests 
and will continue to 
assess the health of 
the satellite once it is 
moved to a temporary 
location at 93 degrees 
west longitude. 
After completion of 
testing, Intelsat plans 
to move the Galaxy 
15 to its original 
orbital location of 
133 degrees west or 
to another position 
close by. The Galaxy 
15 should arrive at 

this final location in early March 2011. 

The FAA is working with Lockheed Martin, 
the Ground Communications and Control 
Segment (GCCS) contractor, to test 
the navigation payload. With favorable 
testing results, the FAA expects to begin 
transmitting the WAAS Signal in Space 
from Galaxy 15 prior to reaching the final 
orbital position.

AVIONICS NEWS
AVIDYNE DELIVERS FIRST ENTEGRA 
RELEASE 9 -EQUIPPED PIPER PA-46 
MATRIX 

Broadcast Footprints of the Geostationary Satellites

Entegra Release 9-equipped Piper PA-46 Matrix

cont. page 20►
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Lincoln, Mass, November 22, 2010--– 
Avidyne Corporation, a leading provider of 
integrated flight deck and safety systems 
for general aviation aircraft, announced 
customer delivery of the first Entegra 
Release 9-equipped Piper PA-46  Matrix 
aircraft.  This was the first PA-46 aircraft 
to get the R9 upgrade, which includes 
dual IFD5000 integrated flight displays 
and dual FMS900w WAAS-capable flight 
management systems (FMS).  

“The Matrix is a terrific cabin-class aircraft 
and the Entegra Release 9 suite adds 
significant capability,” said customer Mark 
Mathys of Ohio.  “Having already flown for 
over 20 hours with the system, R9 has 
given me more confidence knowing that 
I am flying the safest, most modern glass 
cockpit on the market.”  The Entegra 
Release 9 retrofit for Piper PA-46 Matrix 
aircraft includes two XGA high-resolution 
IFD5000 displays, dual-redundant 
FMS900w systems with FMS keyboard, 
next-generation fully-digital 16-watt VHF 
NAV/COM radios and dual WAAS/RNP-
capable GPS receivers.  Certification of 
Entegra Release 9 for the Mirage and the 
Meridian is expected in 2011.

NTSB NEWS
National Transportation Safety Board
Washington, DC 20594
  
FOR IMMEDIATE RELEASE: 
January 11, 2011
SB-11-03

NTSB STUDY SHOWS THAT 
AIRBAGS CAN PROVIDE 
OCCUPANT PROTECTION IN 
GENERAL AVIATION ACCIDENTS

Today the National Transportation Safety 
Board adopted a study that concluded that 
general aviation (GA) airplanes equipped 
with airbags provide additional protection 
to occupants in accidents involving 
survivable forward impacts. Airbags are 
designed to mitigate head and upper 
body injuries and are installed in the lap 
belt or shoulder harness portions of the 
restraint system. They were first approved 
for use in the pilot and co-pilot seats in 
GA aircraft in 2003. Currently, there are 
nearly 18,000 airbag-equipped seats in 
over 7,000 of the 224,000 GA aircraft in 
the United States. 

“Although airbags have been mandated 
in automobiles for over a decade, the 
aviation industry has no such requirement 
for small aircraft,” said NTSB Chairman 

Deborah A.P. Hersman. “The good 
news is that over 30 manufacturers have 
stepped up to the plate and offer airbags 
as standard or optional equipment.”  The 
study, which examined 88 accidents 
involving airbag-equipped airplanes that 
occurred between 2006 and 2009, found 
no instances where the airbag caused 
harm in properly restrained occupants.   
In addition, the study found 10 survivable 
accidents in which the crash forces were 
severe enough to cause injury and/or to 
deploy the airbag. 

Within the group of 10 accidents, 
12 occupants experienced airbag 
deployments, and the study found 
that the airbag likely mitigated injuries 
for two of the occupants.  The study 
also noted that there were no negative 
consequences as a result of airbag 
deployments. For instance, there were no 
cases in which the airbags were expected 
to deploy but did not. Nor were there any 
cases that involved airbags deploying 
under unexpected circumstances, 
hindering egress, fueling post-crash fires 
or interfering with rescue attempts. Yet 
investigators did uncover some safety 
issues with restraint systems.  One such 
issue involved the incorrect usage or 
adjustment of seat belts. In certain aircraft 
types, the seat belts in the left and right 
seats can become reversed, which could 
result in the wrong airbag being activated 
if only one of the seats is occupied.   There 
were also concerns with optimal airbag 
protection for occupants whose body 
mass indexes (BMI) classified them as 
either overweight or obese (BMIs of 25 or 
higher). The NTSB questions whether the 
airbag-equipped restraints were designed 
and tested with the high-BMI population 
in mind.

An additional finding of this study was the 
strong affirmation that correctly installed 
shoulder harness/lap belt combinations 
provide significantly greater protection 
in GA accidents than that offered by a 
lap belt alone. Based on an analysis of 
over 37,000 GA accidents, the Board 
concluded that the risk of fatal or serious 
injury was 50 percent higher when an 
occupant was only restrained by a lap 
belt as compared to the combination lap 
belt and shoulder harness.  “The simplest 
and cheapest improvement to the safety 
of general aviation aircraft occupants is 
the mandatory installation of shoulder 
harnesses,” said Hersman.

The five-Member Board voted to adopt six 
safety recommendations, all directed to 
the Federal Aviation Administration:

1. Require manufacturers to modify 
restraint systems vulnerable to being used 
incorrectly in newly built GA airplanes and 
to modify restraints in existing airplanes. 

2. Revise the guidance and certification 
standards for restraint systems to reduce 
the likelihood of misuse.

3. Modify the guidance to GA airbag 
manufacturers as to how they should 
demonstrate that an airbag design 
provides adequate protection for a greater 
range of body sizes, including very small 
and very large individuals. 

4. Require the retrofitting of shoulder 
harnesses on all general aviation airplanes 
that are not currently equipped with such 
restraints.

5. Evaluate the feasibility of requiring 
airbag-equipped aircraft to capture and 
record crash dynamics data to determine 
whether the system performed as 
designed.

6. Develop a system to track safety 
equipment, such as restraint systems, 
airbags, and aircraft parachutes, designed 
to improve crash outcomes.

The complete safety study will be available 
at www.ntsb.gov in several weeks.

NTSB ACCIDENT REPORTS
Unless otherwise stated, these reports 
provide preliminary information, subject 
to change, and may contain errors. Any 
errors in these reports will be corrected 
when the final report has been completed.

NTSB Identification: WPR11LA093 
14 CFR Part 91: General Aviation 
Accident occurred Sunday, January 09, 
2011 in Phoenix, AZ 
Aircraft: PIPER PA46-500TP, registration: 
N5365D 
Injuries: 5 Uninjured.
 
On January 9, 2011, at 1358 mountain 
standard time, a Piper PA-46-500TP, single-
engine turboprop airplane, N5365D, 
sustained substantial damage following a 
loss of directional control and subsequent 
runway excursion during landing roll 
at Phoenix Sky Harbor International 
Airport (KPHX), Phoenix, Arizona. The 
private pilot and three passengers were 
not injured. The airplane was registered 
to Fiesta Foods of Hermiston, Oregon, 
and operated by the pilot. Visual 
meteorological conditions prevailed, 
and an instrument flight rules flight plan 
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was filed for the Title 14 Code of Federal 
Regulations (CFR) Part 91 personal 
flight. The flight originated from Boeing 
Field, Seattle, Washington, with and 
intermediate fuel stop in Reno, Nevada. 
The pilot’s planned destination was 
Phoenix Sky Harbor International Airport. 
 
The pilot stated that shortly after 
touchdown on the dry, hard-surface 
runway, the airplane veered right. He 
stated that the airplane touched down on 
the mains first and when the nose wheel 
settled to the ground, a significant vibration 
was noted. Shortly after the nose wheel 
touched down, the airplane veered right of 
runway centerline. The pilot attempted to 
correct; however, the airplane continued 
to veer right and subsequently exited the 
runway. The main landing gear collapsed 
during the excursion.  Examination of the 
airplane by an Inspector from the FAA 
Scottsdale Flight Standards District Office 
revealed substantial damage to wing and 
fuselage.

NTSB Identification: CEN11FA133 
14 CFR Part 91: General Aviation 
Accident occurred Thursday, December 
30, 2010 in Milaca, MN 
Aircraft: PIPER PA-46-310P, registration: 
N9103N 
Injuries: 2 Fatal.
 
On December 30, 2010, at 0958 central 
standard time, a Piper PA-46-310P, 
N9103N, collided with the terrain in 
Milaca, Minnesota, after the pilot reported 
that he had lost the autopilot and he was 
trying to recover from an unusual attitude. 
The private pilot, the sole passenger, 
and a dog on board were fatally injured. 
The airplane was substantially damaged. 
The 14 Code of Federal Regulations 
Part 91 personal flight was operating in 
instrument meteorological conditions. 
The pilot had filed and activated an 
instrument flight rules flight plan. The 
flight departed from the Aitkin Municipal 
Airport (AIT), Aitkin, Minnesota, about 
0930, en route to Beaumont, Texas.  
 
The pilot was cleared to climb to 17,000 
feet. Shortly thereafter the pilot reported 
to the controller that he had lost the 
autopilot and that he was trying to recover 
from an unusual attitude. There were 
no eye witnesses to the accident. Ear 
witnesses reported hearing the airplane 
engine sounds varying. One witness, who 
holds a pilot certificate, stated he heard 
the airplane engine “winding up which I 
assumed it was in a spiral.” He stated that 
he heard the airplane for 3 to 5 minutes 
during which time the engine sounds 
varied as did the direction of travel of the 

airplane. The sound of the engine revved 
and stopped so he went out looking for 
the airplane. He located the airplane in 
an field approximately 1 mile from his 
location.

NTSB Identification: CEN11WA080 
14 CFR Non-U.S., Non-Commercial 
Accident occurred Wednesday, 
November 03, 2010 in Sekowice, Poland 
Aircraft: PIPER PA46, registration: 
D-EXTA 
Injuries: 2 Fatal.

On November 3, 2010, at 1009 coordinated 
universal time, a German registered Piper 
PA-46-350P, D-ETXA, was destroyed upon 
impact with terrain following a loss of 
control near Sekowice, Poland. The pilot 
and one additional occupant were both 
fatally injured. 

NTSB Identification: CEN11LA043 
14 CFR Part 91: General Aviation 
Accident occurred Friday, October 29, 
2010 in Fort Mansfield, TX 
Aircraft: PIPER PA46-500TP, registration: 
N234PM 
Injuries: 3 Uninjured.
 
On October 29, 2010, at 1611 central 
daylight time, a Piper Aircraft, Inc. PA-
46 airplane, N234PM, was substantially 
damaged during a forced landing 
following a loss of engine power while 
departing Charles R. Johnson Airport 
(T05), Port Mansfield, Texas. The airline 
transport pilot and two passengers were 
not injured. The cross country flight was 
being conducted under the provisions 
of Title 14 Code of Federal Regulations 
Part 91 with an instrument flight rules 
flight plan. The flight was originating 
from T05 at the time of the accident, with 
Alfred C, Thomas Airport (T69), Sinton, 
Texas, as the intended destination. 
Visual meteorological conditions 
prevailed at the time of the accident. 
 
The pilot stated preflight and run up for 
takeoff were uneventful. The takeoff roll 
and departure were normal through gear 
retraction. Following gear retraction, at 
about 125 knots, the engine lost power 
for about 2 seconds. The engine regained 
power for 3 to 4 seconds and then quit 
completely. The pilot flew under power 
lines and performed a forced landing 
in a semi open field. During landing the 
left wing impacted a tree and spun the 
airplane about 180 degrees, substantially 
damaging the airplane.

NTSB Identification: CEN11IA106 
14 CFR Part 91: General Aviation 
Incident occurred Thursday, October 21, 

2010 in Olathe, KS 
Aircraft: PIPER PA46-500TP, registration: 
N767TP 
Injuries: 1 Uninjured.
 
On October 21, 2010, a New Piper 
Aircraft Company model PA-46-500TP 
airplane, N767TP, experienced a loss 
of engine power following takeoff from 
Johnson County Executive Airport (OJC), 
Olathe, Kansas. The pilot was not injured 
and the airplane was not damaged. 
The flight was being conducted under 
the provisions of 14 Code of Federal 
Regulations Part 91. The local flight was 
originating at the time of the incident.  
 
The pilot was conducting a post 
maintenance test flight. Shortly after 
takeoff, at an altitude of about 300 feet 
above the ground (AGL), the airplane 
experienced a loss of engine power. The 
pilot selected the Manual Override (MOR) 
lever and was able to restore engine 
power and recover the airplane at about 
50 feet AGL and land safely at OJC. The 
engine experienced an over-temperature 
event during the recovery.

NTSB Identification: WPR10LA479 
14 CFR Part 91: General Aviation 
Accident occurred Thursday, September 
30, 2010 in Spokane, WA 
Aircraft: PIPER PA-46-350P, registration: 
N90SE 
Injuries: 5 Uninjured.
 
On September 30, 2010, about 1555 
Pacific daylight time, a Piper PA-46-350P, 
N90SE, was substantially damaged after 
veering off the runway at Felts Field 
(SFF), Spokane, Washington. Neither 
the commercial pilot/owner nor the four 
passengers were injured. The flight 
was operated under the provisions of 
Title 14 Code of Federal Regulations 
(CFR) Part 91. Visual meteorological 
conditions prevailed, and no flight 
plan was filed for the business flight.  
 
According to the pilot, the airplane 
departed Richland Airport (RLD), 
Richland, Washington, and SFF was 
the intended destination. Just after the 
airplane touched down at SFF on runway 
3L, in what the pilot described as a normal 
landing, the airplane began a skidding 
turn to the right. The pilot was unable to 
correct the turn, the airplane continued 
off the side of the runway, and the right 
main landing gear struck a runway light. 
The landing gear and right wing were 
damaged by the impact. The airplane 
came to rest about 1,400 feet beyond 

cont. page 22►
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the landing threshold of the runway. The 
Federal Aviation Administration (FAA) 
inspector who responded to the accident 
reported that the valve of the tire’s inner 
tube had fracture-separated from the tube.  
 
The airplane’s most recent inspection 
was completed in October 2009. The FAA 
airport facilities directory indicated that 
runway 3L was concrete, and measured 
4,500 feet by 150 feet. FAA records 
indicated that the pilot held a commercial 
certificate with airplane single-engine 
land, airplane multi engine land and 
airplane instrument ratings, and a flight 
instructor certificate with airplane single-
engine land and airplane multi engine 
land ratings. The pilot reported that he 
had 4,593 total hours of flight experience, 
including 1,240 in the accident airplane 
make and model. His most recent flight 
review was completed in August 2009.  
The 1553 automated weather observation 
at SFF included calm winds; clear skies; 
temperature 27 degrees C; dew point 
8 degrees C; and an altimeter setting of 
29.95 inches of mercury.
 
NTSB Identification: CEN10CA533 
14 CFR Part 91: General Aviation 
Accident occurred Sunday, September 
12, 2010 in Farmington, NM 
Aircraft: PIPER PA46, registration: 
N24WW 
Injuries: 1 Uninjured.

The pilot was landing at mid-day in bright 
sunny conditions after completing a 
practice instrument landing system (ILS) 
approach. The pilot reported that he 
extended the landing gear and flaps when 
he was about three miles from the airport. 
The airplane crossed the threshold of the 
runway and was just about to touchdown 

when he noticed that the landing gear 
green indicator lights appeared not to be 
illuminated. The pilot went to full throttle, 
and immediately raised the landing gear 
and flaps. During the go-around attempt 
the airplane settled and the propeller 
struck the runway. The pilot held full 
power and a nose high attitude as the 
airspeed decreased. The airplane struck 
obstructions on the side of the runway and 
came to rest upright approximately 3,000 
feet down the 6,704 foot long runway. 
There was substantial damage to the left 
wing. The solo pilot was not injured. An 
inspection of the aircraft systems by a 
Federal Aviation Administration inspector 
revealed that the cockpit lighting dimmer 
switch was set to the “Night Dim” position.

Dick Rochfort, ATP, CFII
Master Instructor

A former corporate pilot and primary flight 
instructor, Dick is a full-time Master Instructor 
providing insurance approved initial and 
recurrent pilot training in the Piper PA46 
Malibu, Mirage, and Meridian aircraft.  He 
holds multi-engine ATP and Gold Seal Flight 
Instructor Certificates with CFII, MEI, SES 
and CE-525S ratings.  He has been actively 
involved in flight training since 1991 and has 
trained pilots all over the US, Canada and 
Europe.

Dick is an Aviation Safety Counselor for the 
FAA Baltimore Flight Standards District Office, 
a National Industry Member of the FAA Safety 
Team (FAAST) and has conducted hundreds 
of programs for the pilot community.  He 

is member of the Board of Directors of 
the Malibu Mirage Owners and Pilots 
Association, and the National Association of 
Flight Instructors has designated him Master 
Instructor. 

Dick served as a “Green Beret” Staff 
Sergeant E6 in the US Army Special Forces, 
MD ANG from 1970 until 1976 as an A team 
radio operator, training indigenous personnel 
in field communications.  He worked from 
1976 until 1991 as an industrial engineer, 
training manufacturing personnel for the 
production of communication and navigation 
equipment for the US military. His education 
includes undergraduate degrees in Clinical 
Psychology and Engineering, and a Masters 
Degree in Business Administration.  Dick lives 
in Baltimore, Maryland with his wife and has 
two daughters.  He is a PADI (Professional 
Association of Diving Instructors) Certified 
Scuba Diving Instructor, a DAN (Divers Alert 
Network) First Aid Instructor and an Eagle 
Scout.
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Every once and awhile, we all have to use 
a commercial carrier in order to meet our 
needs.  We  have certain preconceptions 
about the skill and proficiency levels of 
the crew up front; no matter how young 
they look.  We give little thought to the 
weather ahead or to whether the aircraft 
can handle the impending trip.

The Crew and You
When you are “the crew” do you have 
that same confidence in yourself and 
your aircraft?  Or do you have to look 
to your adjusted personal minimums to 

compensate for known weaknesses in 
your proficiency or aircraft?  It’s probably 
unreasonable to compare ourselves to 
professional crews who fly heavy iron in 
hard weather for a living, but the stakes 
are no less important.

Aside from day-to-day flying, professional 
crews complete a Pilot-in-Command 
(PIC) proficiency check every six months.  
This equates to a simulator ATP checkride 
and a thorough review of emergency 
procedures that cannot be practiced with 
passengers in the back.  Our underwriters 

do not usually require a six month check, 
but they frequently reward such training 
with lower premiums.  Still, many pilots 
do not get enough approaches to remain 
current within the FAA requirements.

The FAA requires six approaches, 
holding, and course interception and 
tracking every six months.  The kinds of 
approaches, precision or non-precision, 
are not specified.  You can also count the 
hold in lieu of a procedure turn for holding; 
and I know of no pilot who can shoot 
an ILS or RNAV approach successfully 

Instrument Current 
or 

Instrument Proficient

David McVinnie, MCFI DPE
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without intercepting an electronic course.  
Regardless, if your instrument currency 
ever comes into question, the logbook 
entry within the required time interval 
should contain that specific verbiage.  
Heaven forbid something ever happens, 
but failure to document could be the 
turning point in a litigation should you be 
found “not qualified” as PIC. 

If you slip past the minimums, you have 
an additional six months to get yourself 
current with a safety pilot.  The safety pilot 
must be legal in terms of a flight review, 
medical, and in this case, an airplane 
single engine land rating.  As an incentive, 
he/she can log the PIC time while you are 
under the hood.  See 14 CFR 91.109 (b) 
for details.  The safety pilot is a required 
crew member; therefore, the landing 
currency for the carriage of passengers 
does not apply, although it would be a 
good idea.  The operation must also be 
conducted in VMC.

If you go more than 12 months you need 
to complete an Instrument Proficiency 
Check (IPC).  Well what exactly does that 
entail?

Old Days, New List
In the “old days” an instructor could sign 
you off for an IPC without any specific 
guidance.  When the Practical Test 
Standards (PTS) were implemented, the 
FAA included a specific list of tasks that 
need to be performed to PTS standards to 
successfully complete the IPC.  Reference 
the rating task table on page 1-vii in FAA-
S-8081-4E with C1/C2. 

They are as follows:

Task III C: Holding
Task IV B: Unusual Attitude Recovery 
(nose high and nose low)
Task V: Navigation
Task VI A: Non Precision Approach
Task VI B: Precision Approach
Task VI C: Missed Approach
Task VI D: Circling Approach
Task VII D: Approach with loss of Primary 
Flight Instruments
Task VIII A: Checking Instruments and 
Systems.

Task III C: Holding

Nothing magical:  You should slow to 
holding speed within three minutes of 
reaching the fix.  The PTS is mostly 
concerned with maximum indicated 
holding speeds; however, it will be 
some time before I can afford an aircraft 
where this is a real world problem.  More 

importantly, HOLD is a four-letter word 
for FUEL.  Slow down to a speed that 
allows the aircraft to easily maintain 
altitude without an excessively high pitch 
attitude.  If executing a missed approach 
hold, the mixture for pistons maybe near 
full rich.  Lean for the long haul.  In the 
real world, ask for a speed reduction as 
soon as a hold becomes a possibility.  You 
may eliminate the need to hold entirely.  
The standards call for errors of no more 
than 10 degrees, 10 knots, and 100 feet.  
Note the call for a maximum of ¾ scale 
deflection on the CDI in the Instrument 
PTS but not in the ATP.

The Aeronautical Information Manual 
(AIM) changed in February 2010.  For a 
hold−in−lieu−of a procedure turn, the 
holding pattern direction must be flown 
as depicted (left or right turns on the 
protected side) and the specified leg 
length/timing must not be exceeded.  To 
me, this change means you no longer 
have to fly out four or six nautical miles 
as depicted to comply; just stay within the 
protected area.  If you’re using WAAS roll 
steering, your autopilot will fly the full leg 
lengths.

Task IV B:  Unusual Attitude Recovery 
(nose high/low)

I learned to fly in a Tramahawk…er…
Tomahawk.  When I recovered from a 
nose high unusual attitude, I was taught 
to push down to break the stall (even 
though I might not be anywhere near stall 
speed).  That usually results in a really 
cool negative G effect where everything 
that wasn’t tied down ended up on 
the overhead.  A lot of fun; however, if 
you look at the negative G-limit for the 
aircraft, it does not take much of a push 
to exceed it.  Moreover, if the aircraft is 
in a medium-to-steep bank, the negative 
load will be asymmetrical, which I have 
been told is also “not good.”  The proper 
way to recover from nose high unusual 
attitude is to allow the nose to fall thru the 
horizon.  Do not shove the yoke forward 
to the point you experience negative-G 
forces.  It might even require you to input 
a little bank.  Once the nose is below 
the horizon, level the wings (if banked) 
and slowly raise the nose to level.  This 
keeps a positive load factor on the wings 
throughout the recovery.  (Editor’s note:  I 
was always taught to level the wings and 
lower the nose simultaneously).  Nose low 
recoveries are just that; level the wings, 
raise the nose.  Power management in 
the recovery is important in the extremes; 
i.e. very high/low airspeed.  A caution 
here that if you are in a nose high attitude 
at low airspeed and you jam the throttle 

forward there will be a tremendous torque 
and P-factor effect which could, if you are 
uncoordinated, result in an incipient spin 
entry.

Task V: Navigation

You will be expected to use the available 
navigation systems in the aircraft. (RNAV, 
ILS, VOR)  You do remember how to use 
the VOR right?  This also includes GPS/
RNAV programming and sequencing.  If 
you remember how to track an NDB it 
might be an opportunity to show off.

Approaches

I would like to point out that the instrument 
PTS has changed three times since January 
2010.  The major differences center on 
what can and cannot be considered as a 
precision approach.  The current version 
defines a precision approach as an ILS, 
or an RNAV LPV approach with a decision 
altitude (DA) equal to or less than 300 feet 
height above terrain/threshold elevation 
(HAT).  An RNAV LPV approach with a DA 
greater than 300 feet can be used as a 
non-precision approach.  This is actually 
a good change as the previous version 
would not allow an RNAV/GPS with any 
vertical guidance to be used as a non-
precision approach.  That definition made 
finding two non-precision approaches for 
a checkride rather difficult.

Task VI A: Non Precision Approach

The requirements allow for excursions 
no more than 10 degrees, 10 knots, 100 
feet, or ¾ scale deflection of the CDI.  If 
you want a Pro-Pilot Card (fly within 
ATP standards), CDI deflection cannot 
exceed ¼ scale.  Once you reach the 
minimum descent altitude (MDA), you 
must maintain it -0 to +100 feet (-0/+50 
Pro-Pilot) to a point from where a normal 
descent to landing can be made (with the 
appropriate visual references in sight) or 
to the Missed Approach Point (MAP).

Task VI B: Precision Approach

The requirements allow for excursions no 
more than 10 degrees, 10 knots, 100feet, 
or ¾ scale deflections of the lateral or 
vertical CDI indications.  If you want a 
Pro-Pilot Card, you have to maintain the 
desired heading within five degrees and 
the CDI deflections cannot exceed ¼ 
scale.  Once you reach the DA/DH, you 
must continue to maintain the lateral 
and vertical guidance until necessary to 
transition to a normal landing.
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Instrument Current or Insturment Proficient
(continued)

Task VI C: Missed Approach

This involves promptly starting the missed 
approach procedure and configuring the 
aircraft properly.  Excursions are limited to 
no more than 10 degrees, 10 knots, 100 
feet.  

Task VI D: Circling Approach

This task must be performed in order to 
complete the IPC.  Many high end flight 
training devices and tabletop Basic Aircraft 
Training Devices (BATDs) can be used for 
parts of the IPC, but it takes a whiz-bang 
visual system to get one certified for the 
circling approach maneuver.  The majority 
of pilots I fly with tell me they would not do 
a circling approach because the maneuver 
is so dangerous.  Point taken; however, if 
you are going to a single runway airport 
and are faced with 600 broken and a 25 
knot tailwind, what do you plan to do?  
Maybe that is a good reason to review 
circling from time to time.

The PTS requirements specify that after 
reaching the MDA, you must maintain 
MDA -0/+100 until in a position that 
permits a normal landing.  For the 
IPC, the circle must also include a 90 
degree change of direction from the final 
approach course.  If you want a Pro-Pilot 
card you need to maintain track within five 
degrees and airspeed within five knots.  
You should also stay within the protected 
area for your approach category (usually 
B and sometimes C) depending on your 
ground speed.  Yes, I said ground speed.  
The antennas, telephone poles, and hills 
are not concerned with your stall speed 
in the landing configuration.  That is just 
a no-wind starting point.  If you look 
carefully you will find “adjusted for the 
wind” in the description of category in the 
front of the approach plates.  At 120 knots 
you are moving two miles per minute 
giving you a category B protected zone 
of 1.5 miles at the circling MDA.  That is 
a 45 second safety margin between you 
and the nearest permitted obstruction.  If 
you are actually making 145 knots over 
the ground due to the 25-knot tailwind, 
you are traveling 2.4 miles per minute; 
that reduces your see-and-avoid time to 
37 seconds.  By comparison, a 90-degree 
turn at standard rate takes 30 seconds to 
complete.

Task VII D: Approach with loss of Primary 
Flight Instruments

This involves completing a non-precision 
approach without the primary flight 
instruments.  The heading, airspeed, and 
altitude standards for the non-precision 
approach still apply.  The attitude indicator 
and heading reference are generally 
removed either by dimming the PFD or 
with instrument covers.  The pilot can 
use the co-pilot instruments, the pilot’s 
standby instruments, or reversionary 
mode as applicable.  If you have vacuum 
instruments on both sides, you may 
get a chance to fly without any of them.  
If you have dual attitude instruments 
(electric/battery/vacuum) in the pilot’s six-
pack, only the primary goes away.  This 
approach is generally hand flown due to 
the typical interface between the primary 
instruments and autopilot.  During Air 
Venture 2010, RC Allen introduced a 
TSO’d glass attitude indicator in the 2” or 
3” size for $2500.00.  The backup battery 
was an additional $700.00.

Task VIII A: Checking Instruments and 
Systems.

This is where you compile all the 
equipment problems you experience 
during the flight and properly document/
report them to maintenance.

The IPC is really supposed to be an 
evaluation but it more frequently becomes 
an instructional period.  You cannot fail an 
IPC but you may not complete it.  You 
need to demonstrate that you can perform 
all the tasks above without instructor 
intervention/assistance, and that you can 
do them within the required standards.  It 
can be done in two or three approaches 
if everything goes very well.  More often 
the IPC identifies weaknesses that need 
attention.

Other Options
Simulators, Flight Training Devices, 
and Aircraft Training Devices

Some people love simulators and flight 
trainers, others not so much.  All agree 
that anything you can do to maintain or 
improve your skills is a good thing.  If 
you have ever wondered if you can use 
that home desktop computer to legally 
maintain instrument currency, the answer 

is yes, but only with the right kind of 
hardware/software and with an instructor 
present.  The PCATD has been redefined 
as either a Basic ATD (BATD) or an 
Advanced ATD (AATD).  There are some 
additional maneuvers you need to do on 
a BATD, and these are spelled out in 14 
CFR 61.57(c)(2).  

There were two prominent manufactures 
at Air Venture, Elite and Redbird.  Both 
offered FAA-accepted BATDs, costing 
about $8000, and AATDs in $25,000-plus 
range.  Models above $50,000 were also 
available.  See the manufacturer websites 
for specific pricing information.  The basic 
difference between your CH Products/
Microsoft Flight Simulator combo and an 
approved BATD/AATD is that all functions 
(gear, flaps, power) must have a physical 
control.  If you need to use a mouse/
keyboard to “get’r done” your machine 
will not qualify.   We’ll keep this discussion 
focused on the BATD.

Elite

The Elite system is familiar to many.  It 
features an avionics stack, a control 
console and rudder pedals.  The newer 
models have dual Garmin 430Ws and 
a KFC-150 style autopilot.  You have to 
purchase a computer and display(s); 
and if you go all out you end up with an 
instructor console as well.  My customer 
bought one on e-bay fairly cheap and 
then had Elite add the Garmin 430W 
and refurbish the console. He has a nice 
setup.  Elite also offers a G1000 Advanced 
ATD in the AATD price range.

Redbird

I also test flew the Redbird TD.  The TD2 is 
the same box with gear and prop controls 
($1000 extra).  The Redbird includes the 
computer and display.  As far as I know, 
this is the only “glass” BATD, based on 
the G1000 with the GFC 700 A/P.  During 
my test flight, I found the high resolution 
graphics to be spectacular although 
they seem to jump a bit and may be 
pushing the limits of the video card and 
computer.  The image could probably 
be improved by lowering the resolution 
settings for the scenery.  I also spoke to 
Mark Coan at Sky Machines in Santa Fe.  
Mark is currently using a Redbird TD2 in 
his training programs and is quite happy.  
The salesman I talked to at Air venture 
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confirmed that right now the TD series 
does not support WAAS or synthetic 
vision.  He said they would consider 
upgrading if demand made it practical.  I 
believe there is only one generic piston 
aircraft profile for the Redbird at this time.

Start Logging
These systems are quite capable and 
the time can be logged for currency with 
one additional step.  You need to send a 
request letter to the local FSDO to have 
them inspect the system.  They will send 
an inspector to your home/office who will 
verify you have approved hardware and 
software and that the equipment is set 
up in an appropriate training area (noise/
distractions/etc).  Once completed, the 
FAA will send you a letter confirming the 
inspection. They do not send an approval 
letter.  You are also required to keep an 
annual usage log.  With the approval letter 
in hand, you can call your Instrument 
Ground Instructor (IGI) buddy and start 
logging approaches.  

The requirement for an instructor to be 
present for you to log the time is actually 
levied in the manufacturer’s FAA approval 
letter, and in AC61-136.  You can become 
an FAA-certified ground instructor simply 
by taking the Fundamentals of Instruction 
(FOI) written test and the IGI test.  There 
is no practical test.  The FOI is a weekend 
read and the IGI test is the equivalent of 
the CFII (instrument) knowledge test.  
We all know your instrument knowledge 
is current, but if you want to brush up, 
King Schools, ASA, and Gleim all offer 
study materials.  Once you pass, simply 
fill out the FAA application 8710 and 
take it to your local FSDO.  Here is an 
opportunity for you and your fly buddy to 
partner up on a BATD, get your ground 
instructor ratings, and challenge each 
other’s instrument skills.  You may even 
decide on a career change and start 
giving instrument flight instruction to 
your VFR friends.  The IGI/FOI tests do 
not require the applicant to hold a pilot 
certificate and neither test requires an 
instructor endorsement.  Once you have 
the certificate, there is a requirement that 
you actively instruct within the previous 12 
months.  This “activity” can be as simple 
as signing a logbook attesting that you 
supervised the practice approaches.

The ATD has come a long way from the 
ATC 700 that I used during my initial 
instrument training.  BATDs can do a 
lot and the Advanced ATD is even more 
impressive.  Whatever you choose the 
system is just another tool you can use 
to ward off skill erosion.  These devices 

are not enough alone, and I would be 
skeptical of anyone who relied totally on 
such a device for currency.  
On a personal note, I am extremely 
fortunate to be married to my lovely wife 
Suzanne who serves double, or is that 
triple, duty as my Safety Pilot.  I have 
been instrument current for the last 17 or 
18 years without a break, but Suzanne will 
tell you I still get rusty if I do not practice.  
Being legal is not necessarily being 
proficient.  That distinction is critical, 
especially when the stakes are so high. 

Dave McVinnie is a 14-year Master Flight 
Instructor, FAAST Representative and a 
Designated Pilot Examiner with over 9500 
hours of experience; 6800 hours as a CFI.  
Dave served on the National Association of 
Flight Instructors Professional Standards 
Committee and is a charter member of the 
Society of Aviation and Flight Educators 
(SAFE) organization.  He offers insurance 
approved initial and recurrent training in the 
PA-46, including initial instrument training.  
For more info, go to www.albuquerquedpe.
com. 
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Issues and Answers
You’ll be Expiring Soon!

Mary Bryant

Estimates indicate that as many as one-third of the fleet of U.S. 
aircraft are not properly registered. In an effort to update and 
improve the ongoing accuracy of the FAA data base, aircraft 
registrations will no longer be effective for an indefinite period 
of time but will expire on a regular basis requiring periodic re-
registration or renewal. If registrations are allowed to expire or 
aircraft are not properly registered when purchased, owners run 
the risk of having an aircraft’s N-number cancelled, which can 
have severe ramifications. Be advised that owners of aircraft that 
have not been properly registered in the past may incur potential 
tax liabilities when registering their aircraft under the new process.  
Owners potentially finding themselves in this situation may want 
to consult with their tax or legal advisors.

1. The Final Rule regarding the Re-registration and Renewal of 
Aircraft Registration (Final Rule) is/was effective

a. October 1, 2010.
b. January 1, 2011.
c. October 1, 2011.
d. June 1, 2013.

2. The Final Rule applies

a.  to aircraft registered after the effective date.
b.  to aircraft registered prior to the effective date.
c.  only to aircraft purchased from outside the USA.
d.  to both a. and b.

3. Registration certificates for all  N-numbered US aircraft 
registered prior to the effective date of the Final Rule, October 
1, 2010,  will expire

a. Effective December 31, 2011.
b. Effective October 1, 2011
c. As of the effective date of the Final Rule
d. According to a published schedule based on the month  
 in which the aircraft was registered to the current owner.

4. Aircraft registrations issued after October 1, 2010, including 
those issued for re-registered aircraft, will expire

a. In 5 years.
b. Every year on the same day the aircraft was registered.
c. When the aircraft is sold.
d. On the expiration date stated on the registration certificate.

5. To avoid expiration of the current certificate prior to the 
issuance of a new certificate, owners of aircraft with expiring 
registrations must apply for re-registration

a. by the day of expiration.
b. 6 months prior to expiration date.
c. During the filing window published in the Final Rule.
d. No later than 3 months after the expiration date.

6. Registered aircraft owners will

a. Receive no reminder that their aircraft’s registration in   
 about to expire.
b. Receive one reminder of expiration.
c. Receive three reminders of expiration.
d. Receive monthly reminders of expiration until the aircraft  
 is re-registered.

7.  Aircraft may be re-registered online if

a. Registration is completed during the “ filing window”   
 detailed in the first notice of expiration.
b. If no changes to the current registration information is   
 required.
c. The FAA issued password is used.
d. All of the above. 

8. Paper registration forms must be used instead of online 
registration in the following instances:

a. When owners need to update their information when re-  
 registering i.e. address changes.
b. Re-registration was not filed during the filing window.
c. The pass code for online registration is not known.
d. When an aircraft is bought or sold.

9. An aircraft owner’s failure to comply with re-registration or   
renewal of aircraft registrations may result in

a. Expiration of the aircraft’s airworthiness certificate.
b. Expiration of the aircraft’s registration certificate.
c. Cancellation of the aircraft’s registration.
d. Loss of the U.S. registration number (N-number).

10. Aircraft with expired or cancelled registrations may be   
 subject to additional issues such as

a. Required grounding of aircraft.
b. Terms of financing or lease could be violated.
c. Invalidation of insurance coverage.
d. Significant delays and expenses to obtain a new   
 registration number and reinstate the aircraft registration.
e. All of the above.
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cont. page 32►

11. U.S. registration numbers that have been cancelled will

a. Be renewable with the payment of a $1,000 fee.
b. Be renewable by special application no later than 90   
 days after cancellation.
c. Be cancelled but can be renewed at any time.
d. Be cancelled and unavailable for assignment for a period  
 of five years.

12. Expired certificates of registration 

a. Do not need to be returned to the FAA
b. Should be destroyed
c. Should be returned to the FAA
d. Should be returned to the FAA only if still valid and   
 ownership of the aircraft has been sold or transferred.

13. Aircraft having the status of “Sale Reported”

a. Means the FAA has received information indicating that   
 an aircraft has been sold.
b. Indicates documentation required to register an aircraft   
 to a new owner has not been received by the FAA.

c. Will have its registrations cancelled after 90 days.
d. Will have its registration cancelled after 180 days.

14. Aircraft having the status of “Registration Pending”

a. Indicates that the FAA still needs additional documen-  
 tation or information to register the aircraft to a new owner.
b. Will have their status cancelled after 180 days.
c. Will have their status cancelled after 1 year.

Answers

1.  A.  The Final Rule is effective October 1, 2010.

2.  D. (both a. and b).  The Final Rule applies to all aircraft   
registered in the USA prior to  October 1, 2010 and all aircraft 
registered after October 1, 2010

3.  D.  Aircraft registered prior to October 1, 2010, will have 
certificates expire based on the month in which they were 
issued according to the published schedule summarized 
below.

Schedule of aircraft re-registration 

 Month your certificate was issued  Certificate Expires  Re-registration Required
March March 31, 2011 Nov. 1, 2010 to Jan. 31, 2011
April June 30, 2011 Feb. 1 to April 30, 2011
May Sept. 30, 2011 May 1 to July 31, 2011
June Dec. 31, 2011 Aug. 1 to Oct. 31, 2011
July March 31, 2012 Nov. 1, 2011 to Jan. 31, 2012
August June 30, 2012 Feb. 1 to April 30, 2012
September Sept. 30, 2012 May 1 to July 31, 2012
October Dec. 31, 2012 Aug. 1 to Oct. 31, 2012
November March 31, 2013 Nov. 1, 2012 to Jan. 31, 2013
December June 30, 2013 Feb. 1 to April 30, 2013
January Sept. 30, 2013 May 1 to July 31, 2013
February Dec. 31, 2013 Aug. 1 to Oct. 31, 2013

 

4.  D.  Registration certificates for newly registered aircraft and 
re-registrations will expire on the expiration date stated on 
the registration certificate.  No registration will be valid for 
longer than three years.

5.  C. To avoid expiration of an existing certificate, re-
registrations must be filed during the filing window published 
in the Final Rule.  The filing window is a three month window 
generally ending two months prior to certificate expiration.  
Filing during the filing windows is critical to avoid certificate 
expiration before a new certificate is issued.  Although the 
FAA will make a good faith effort to process and issue the 
new certificate prior to expiration of the old certificate, the 
FAA is not obligated to complete the process before the 
expiration date if the application has not been filed during 
the filing window.  In addition, the Final Rule does not require 
the FAA to issue time extensions should it be unable to 
process the re-registration application in a timely manner.

6. C. Three notices of expiration will be sent directly to the 
owner at specified intervals.  The first notice will be sent 
about 180 days prior to certificate expiration.   This notice 
will state the expiration date and provide details of the 
filing window, required process and pass code for online 

registration.  The second notice will be mailed approximately 
60 days prior to the expiration date.  The final notice will be 
sent after the expiration date of the current certificate and 
will advise owners that the aircraft must be grounded.  This 
notice will also indicate that the N-number can be reserved 
prior to cancellation of the registration.  It is imperative that 
correct owner information, especially address, be maintained 
in the FAA data base to ensure prompt receipt of expiration 
notices.

7. D. All of the above are required to re-register an aircraft 
online.  The FAA issued pass code will be valid only during the 
filing window for re-registration.  The pass code will only be 
issued only once and is valid only during the filing window. If 
address or other information needs to be updated, the online 
registration process may not be used and the requisite paper 
form must be submitted.  Paper forms may also be used to 
re-register aircraft when no updates are required.

8. A., B., C., and D. All of the above require the use of the 
appropriate paper form to, register, re-register, or renew.  
Form 8050-1, Application for Registration AC will continue to 
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be required when an aircraft is bought or sold but 8050-1 will 
not be accepted for re-registration or renewal.  Application 
for Registration Renewal AC Form 8050-1B is the only form 
accepted for renewing expiring registrations.  Unlike in the 
past, there is no longer a “pink copy” of the 8050-1A or 
8050-1B providing temporary authorization to operate 
the aircraft if the existing certificate expires before the re-
registration or renewal is complete.  Forms can be found at 
http://registry.faa.gov.

9. B., C. and D.  The registration will expire on the expiration 
date and will be cancelled approximately 90 days after 
expiration if not re-registered or renewed.  Cancellation is 
not automatic, however, but must be initiated by an FAA 
Examiner so the actual cancellation may occur more than 90 
days after expiration.

10. E.  All of the above could result from expiration or cancellation 
of registration.

11. D. Cancelled registration numbers will be unavailable for 
assignment for five years.

12. A., B., and D.  Expired certificates should be destroyed by 
the owner.  However, if the aircraft is sold prior to certificate 
expiration, the seller should complete the back of the 
certificate indicating name and address of purchaser and 
return the certificate to the FAA.

13. A., B., and D. “Sale Reported” indicates that the FAA has 
received either a bill of sale or notice that the aircraft has been 
sold but the aircraft has not yet been properly registered by 
the new owner. The N-number will be cancelled after 180 
days and not available for reassignment for five years.

14. A. and C.  Aircraft with a status of  “Registration Pending”  
indicates the FAA requires additional documentation or 
information to complete the registration of the aircraft to  the 
new owner.  “Registration Pending” status will be cancelled 
after 1 year if the missing information or documentation is 
not provided to the FAA.  The N-number will not be available 
for reassignment for 5 years.

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.
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Well, I did it!  I know that to many of you, 
1000 hours is nothing.  To career or military 
pilots I will remain an aeronautical baby, 
an aviation neophyte, a rookie pilot.  But 
to me, 1000 hours is a huge milestone.  I 
made this accomplishment an individual 
goal when the possibility of accumulating 
that many hours was farfetched.  I thought 
that hitting 1000 hours would mean I 
would know practically everything about 
flying.  However, reaching that goal was 
something different than I had imagined.  
Hitting the millennial mark is more like 
reaching that point in our lives at which 
we finally grow up, realizing that many 
of our perceptions do not mesh well with 
reality.  We realistically assess what we 
have accomplished and see more clearly 
what still lies ahead.  To quote from Dan 
Fogelberg’s song, “The higher you climb, 
the more that you see.  The more that 
you see, the less that you know.  The less 
that you know, the more that you yearn.  
The more that you yearn, the higher 
you climb.”  So I have reached a point 
in my flying career where although I am 
confident in my abilities, and appreciate 
how much I have learned from my 
experience, I understand too that “I don’t 
know what I don’t know.”  

I remember when I started flying that 
1000 hours seemed unattainable; at 
the rate I was flying I would never reach 
that number of hours in my logbook.  In 
fact, I stopped flying for many years; life 
had a way of getting in the way.  But five 
years ago that changed.  A good friend 
encouraged me to get back into flying 
so he would have a partner on a new 
plane.  Now with some time, money and 
energy to reengage my love of flying, we 
purchased a Saratoga.  At that point I 

The 1000 Hour 
Milestone

Bill Dickerson
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had 375 hours and an instrument rating.  
With the ignorance of a teenager I knew 
enough to be dangerous.   Funny how the 
less we know the smarter we think we are.  
But my flying skills were obviously rusty 
enough, even for a cocky overachiever 
like me, to engage in a comprehensive 
retraining program with my friend. 

The Saratoga was a far better plane than 
I had ever had in the past, taking me 
places faster, safer and more comfortably 
than my old 206.  I was amazed at the 
advances in aviation since I stopped flying 
some 15 years earlier.   You old pilots can 
say what you want about modern panels, 
but  glass was one of the big reasons I 

was able to pick up flying again so easily.  
And the “electronics” in the plane made 
flying easier and safer than ever before.  I 
fell in love with flying all over again.  And 
more importantly, I was content with the 
plane I was flying. 
 
I would have remained content with 
the Saratoga for many years, but the 
Piper “Step Up” program induced me 
to upgrade to a Meridian sooner than I 
might otherwise have done.  Of course 
we all want a bigger, faster plane; and 
I still do.  But practicality plays a role in 
most of our decisions about flying.  I really 
did not “need” a bigger, faster airplane, 
however nice that would be.  But the deal 

in the step up program was too good 
to pass up.  My partner in the Saratoga 
was not flying at all and was therefore not 
ready to “step up.”   His wife was not as 
supportive of flying as mine, nor did he 
have the “reasons” to fly that I did.  My 
wife’s support in my decision to upgrade 
was critical.  In reality the situation was 
fortuitous because I no longer thought 
having a partner was desirable; I was 
using the plane too much to share.  The 
decision to  step up with a solo purchase 
was about more than just flying a better 
and faster airplane.
 
Purchasing the Meridian led to a significant 
increase in the amount of flying we do, 
and has had a truly positive impact on our 
lives.  Some attribute this to pressurization, 
allowing me to fly above the weather.  
Some point to greater speed, getting us to 
our destinations faster with the reliability 
of a turbine.  Others invoke the comfort 
of the plane, and the associated lack of 
fatigue when flying.  We know that flying 
a turbine-propelled plane is easier than 
piloting a piston.  Perhaps all of these 
factors come into play.  Clearly, once 
you go pressurized, you cannot go back.  
Once you have gone turbine, you cannot 
go back.  

Alternatively, perhaps the training I 
have achieved since the purchase of 
the Meridian has made me a more 
experienced and comfortable – and 
therefore happier -- pilot.  Before 
purchasing the Meridian, I basically used 
the Saratoga to go back and forth to our 
house in San Diego from our home base 
in Las Vegas.  But the Meridian allowed 
me to comfortably use the plane much 
more than I had or was comfortable with 
in the past.  I could avoid the turbulence 
associated with flying at lower altitudes in 
the southwest and I could fly over most of 
the weather.  Some weather-related issues 
that might have prevented me from flying 
before were typically no longer an issue.

I have flown around the country on a “Trip 
of a Lifetime” chronicled in the spring 2010 
MMOPA Magazine (vol. 19, #1), stopping 
in 14 states in 23 days, covering 5800 
miles.  I have flown to and around Alaska 
in weather I would not have challenged 
just a few years ago.  I took another 
cross country trip to Boston, stopping for 
vacation experiences along the way, but 
this time flying much longer legs.  And I 
have taken trips to places and airports I 
would have been reluctant to fly to before.  
All experiences I would not likely have 
had in my Saratoga.  Not because the 

cont. page 38►



38 SPRING 2011

plane was unable to complete the trips, 
but because I would not have had the 
confidence to embark on those journeys 
in an airplane less capable than the 
Meridian.

The combination of turbine reliability 
and enhanced training was a powerful 
motivator to expand the use and reach of  
my airplane.  With every training session, 
whether in a simulator or with an instructor 
in my airplane, I have learned valuable 
tips and techniques.  Every instructor 
has a unique set of beliefs and teaching 
styles.  I have to date attended three 
MMOPA safety seminars, and of course 
the MMOPA annual conventions.  I have 
taken all of AOPA’s online safety courses, 
subscribe to (and read) most major 
aviation journals, and attempt to keep 
abreast of aviation news and accidents.  
And instead of becoming over-confident, 
all of this training has had just the opposite 
affect.  I know that I need to continue to 
train and learn; I am humbled as I read 
stories about 2000, 3000 and 4000 hour 
pilots making fatal pilot errors.  I know the 
learning never stops, and I will continue to 
“yearn” while “climbing higher.”  
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Meridian
Corrosion and Sulphidation:
Determined Enemiers of your 

PT-6

Justin Lazzeri

Editors Note:   This article first appeared 
in Skytech’s Owner Pilot Advantage 
Magazine

The reliability of a turbine engine is 
undeniable.  Specifically, the PT-6 series 
of engines from Pratt & Whitney Canada 
has garnered worldwide acceptance as 
a bullet-proof design and as such can 
be seen under the cowl of hundreds of 
different aircraft models throughout the 
years.  Initially developed in 1957 when 
P&WC set out to produce a gas turbine 
engine for medium and light aircraft, the 
PT-6 has spawned many different variants 
and is in operation in every corner of the 
globe.  However, as tough and reliable 
as the PT-6 is, there is a constant battle 
brewing within the structure of every 
turbine engine that demands our utmost 
attention:  Corrosion and Sulphidation.

What is the difference 
between Corrosion and 
Sulphidation?
First let’s clear up the fact that sulphidation 
is not the same as corrosion – although 
they have similar results.  Corrosion 

is the deterioration of a material in a 
reaction with the environment.  All metals 
will corrode over time; however the rate 
and severity of corrosion varies with 
the particular metal and the specific 
environment that the metal is exposed to.  
Corrosion reactions are electrochemical 
in nature.  For Corrosion to occur, all of 
the following must be present: 

1. Two separate areas of the metal 
surface acting as electrodes 

2. A path for the electrons to flow
3. The metal itself to complete the 

electrical circuit

This series of events creates the chemical 
reaction that is corrosion and leads to 
the consumption of metal.  Electrolytes 
are typically those from the environment.  
One of the reasons that metals exposed 
to a “salt-laden environment” corrode 
more quickly is that it creates an excell-
ent electrolyte.  It contains chlorides, 
sulphides and other elements and 
compounds that chemically react with 
the metal.  These materials hold moisture 
on the surface where they can promote 
corrosion and pitting unless the metal is 
properly protected.  

Sulphidation is a hot-corrosion pheno-
menon.  Every turbine engine uses fuel 
containing sulfur in sufficient amounts 
for sulphidation to occur.  When that 
sulfur is burned at high temperatures it 
emits sodium sulfate gas.  Sulphidation 
is accelerated by the presence of sodium 
catalysts in the environment such as 
seawater, atmospheric pollutants and 
volcanic discharges.  If the aircraft 
operates near any of those areas 
containing the catalysts such as oceans, 
industrial complexes, cities or volcanic 
regions, the engine’s intake system will 
be a path for those additional catalysts to 
reach the battle already raging within the 
combustion chamber of the engine.  The 
hot section of the engine becomes ground 
zero where sulphidation occurs and 
once the attack successfully penetrates 

a Compressor Turbine (CT) blade’s 
protective oxide coating and reaches the 
base metal there is no way to reverse 
the process.  Should the sulphidation be 
allowed to progress too far, the CT blades 
will have to be replaced – at the expense 
of the owner.

The Different Stages of 
Sulphidation
There are four progressive stages of CT 
blade sulphidation per Pratt & Whitney:

Stage 1 – Mild Sulphidation (coating 
deterioration)  
Slight roughness of surface due to some 
growth and breakdown of the oxide 
scale layer.  Depletion of chromium 
has not started.  Mechanical integrity is 
not affected.  Acceptable for continued 
operation of the blade after addressing 
the sulphidation and loss of oxide blade 
coating.  

Stage 2 – Oxide Failure
Roughness of surface is more evident 
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as breakdown of the oxide scale layer 
continues.  Depletion of chromium from 
underlying alloy has started.  Serviceable 
subject to repetitive inspections per the 
Engine Maintenance Manual (EMM).  
Restoring the component to its original 
condition is unlikely.  

Stage 3 – Sever Sulphidation
Oxidation of the base material has 
penetrated to significant depth.  Build-up 
of blister scale noticeable.  Mechanical 
integrity affected.  Removal of the 
blades as recommended in the Engine 
Maintenance Manual (EMM).

Stage 4 – Perforation
Deep penetration of attack with large 
blisters of scale.  Loss of structural 
material will lead to eventual component 
failure.  

What can we do?
P&WC recommends that Compressor 
and Compressor Turbine washes be 
performed in accordance with your Engine 
Maintenance Manual (EMM).  In short, there 
are two types of washes to help reduce 
environmental contaminates.  The most 
common wash recommendation is the 
desalination compressor and compressor 
turbine wash.  This is a simple process 
that utilizes “clean” water to remove salt 
deposits on engines that are operating in 
“salt laden” environments.  The second 

type of wash is a more periodic wash that 
utilizes both water and chemical steps 
to remove more stubborn chemicals 
adhering to internal engine components.  
This is more commonly referred to as a 

“performance recovery” wash.  In addition 
to these methods of internal engine 
washing, there is also a recommended 
fresh water or solvent external wash that 
can be effective in removing salt or other 
corrosive chemicals from the outside 
casing of the engine.  

Wash Schedule
The nature and frequency of a compressor 
wash is dependant on the operating 
environment of the aircraft.  In certain 
parts of the United States the risk is lower 
than others.  In general, the closer you are 
to the coast or any other body of water 
the more at risk you are of collecting 
harmful salt and environmental deposits.  
It is best to consult your shop and work 
out a proactive approach to a wash 
schedule that suites your mission.  A shop 
trained on your engine has the tools and 
knowledge to help you map a course that 
best limits your chances of dealing with 
a corrosive issue.  Regular boroscope 
inspections of the compressor inlet case 
and turbine blades will help to establish 
whether the wash schedule you have in 
place is sufficient to prevent corrosion 
and sulphidation.  Operator experience 
may require a more aggressive schedule 
for peak performance and reduced 
maintenance costs.  Per P&WC’s SIL, 

cont. page 42►
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“It is important to remember that the 
compressor wash provides the best 
results if performed after the last flight of 
the day before salt deposits have had a 
chance to do any lasting damage.  Leaving 
the engine to sit overnight will reduce 
the effectiveness of a wash performed 
at a later time.  Since sulphidation is 
dependant on temperature, there is no 
advantage to performing the turbine 
wash at any particular time of the day; 
however, since the compressor wash will 
transfer salt deposits into the turbine, it is 
recommended to perform a compressor 
turbine wash immediately following the 
compressor wash.”  

Alternative Measures
In addition to the washes, there are some 
P&WC approved corrosion inhibiting 
products that can be manually applied 
to parts of the engine to deter future 
problems.  These products, such as LPS 
Procyon, can be obtained and applied 
locally.  The application is a continuous 
effort, and must be re-applied based on 
use and the environment.

Prevention is the key to keeping your 
engine operating at peak efficiency and 
performance; and limiting the exposure to 
harmful contaminants that can do costly 
damage.  As mentioned earlier, consult 
your shop and make sure you are on the 
right path.  

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.   
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Malibu Maintenance
Turbine Ignition Systems

Kevin Mead

In general, the ignition system used on the 
Meridian and JetProp is relatively trouble 
free. They use a simple high voltage 
ignition system similar to that used for the 
strobe lighting. The system consists of an 
ignition exciter unit, two ignition cables, 
two spark ignitors and an auto-ignition 
pressure switch. In addition, the JetProp 
uses a condition lever position switch to 
activate the ignition in the manual mode. 
In the Meridian “manual” mode is on all 
the time, regardless of condition lever 
position.

Caution: Under no circumstances 
should you attempt to diagnose an 
ignition problem yourself. Deadly 
electrical discharge is possible. 
Mechanics should always wait at least 
six minutes after switching off the 
ignition system before removing or 
reinstalling the igniters and leads. In 
addition, I also initially handle the parts 
with insulated pliers as well as shorting 
the igniters to the case after performing 
a functional check.

Worn Igniter

Common problems
Inoperative ignition – engine will not start 

Inability to start could be caused by 
several different problems, such as…

Defective exciter unit: Luckily, they are 
pretty reliable, but replacement exciters 
can be obtained new or overhauled, 
usually at great expense. Before you go to 

that expense, it might be worth trying the 
following trick I learned from a Meridian 
owner years ago. Try gently tapping 
on the excitor unit with a hammer. This 
sounds crazy, but I’ve used it successfully 
many times. Interestingly, I’ve never had 
problems reoccur after a successful 
tapping. 

Spark igniters shorted: Usually this is 
a result of an attempted start with the 
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Auto ignition is inoperative or does not go 
off and on at the normal torque values

This is caused by a defective auto ignition 
pressure switch.

Slow (hanging) starts with low ITT and lots 
of smoke from the stacks

One defective lead or spark igniter is 
the likely cause. Igniters will have to be 
replaced fairly often, so many owners 

ignition off or following a compressor and 
CT wash. If engine is hot, walk away for 
thirty minutes and try another start. In cold 
temperatures you may need to remove 
and dry both igniters.

Defective or misadjusted condition lever 
position switch (JetProp only): This 
switch can be finicky and the adjustment 
is delicate. Try putting the ignition switch 
in “auto” position. If the ignition operates, 
start as usual. 

Ignition System in Operation

JetProp Condition Lever Switch Performing Ignition Lead Pin Retention Check

carry a spare. I also replace several sets 
of ignition leads per year in our shop and 
expect this to increase as the aircrafts 
age. 

Maintenance list for 100 hr 
or annual inspections
•	 Check both spark igniters for wear,  
 erosion and burning.

•	 Perform pin retention check on igniter  
 end of both ignition cables.

•	 Perform audible or visual check   
 to ensure that both igniters are   
 sparking properly.

•	 Always replace any igniter that has  
 been dropped.

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.
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New Members 
From M•MOPA Headquarters

Russ Caauwe, Executive Director

Jason Talley
San Clemente, CA

Jason is Manager of Edgewood 
Capital, LLC.  

Ronald Kaplan
N197MA

Smithtown, NY

Ronald is a General Contractor.  
His company is Wenmar 

Contracting Corporation.  He has 
a Mirage.

Mark Spencer
Madison, AL

Mark is an Engineer.  His 
company is Digium.  He holds 

ASEL ASES AMEL and IA ratings.  
He has over 735 hours.

Ronald Henson
Dunlap, IL

Ronald is a consultant.  He holds 
SEL MEL and IFR ratings.

James Egan
Atlanta, GA

James is a consultant.  His 
company is ProSequa.

David Megdal
N6105E

Paradise Valley, AZ

David’s company is Mega Metals 
Inc.  They recycle scrap metal.  

He has a Matrix.

Don Miller
North Vernon, IN

Don is a beverage wholesaler.  
His company is North Vernon 

Beverage.

Joshua Wynne
Fargo, ND

Joshua is a physician at Sanford 
Health.

Peter Romanos
Woodbury, CT

Peter is CEO of Porta Door Co, 
Inc.  He has a Matrix.

Don Wills
Pine Bluffs, WY

Don owns Produce Pro, Inc.  He 
has over 250 hours and holds an 

Instrument rating.

Rollin Wiggington
Somerset, KY

Rollin is a home builder.  His 
company is Wiggington Builders.

Clint Kirk
N4372F

Lawton, OK

Clint is a Physician.  He has a 
Malibu.

David LoPresti
LoPresti Aviation

Sebastian, FL

David has joined us and will be 
hosting a vendor Forum on our 

web site.
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Brad Dionne
Eagle, ID

Brad is a business owner.  His 
company is Dionne Enterprises, 

Inc.

John Neely
Savannah, GA

John is an Attorney.  He has 
over 3600 hours and has an ATP 

rating.

Nigel Buckley
VH-TAL

Ashburton, Victoria, Australia

Nigel has a Malibu.  He has over 
2000 hours and holds CPL and 
CIR ratings.  He is a Technician.  

His company is AVS-elli.

Jack Shelton
Ham Lake, MN

Jack is a Physician.  He has over 
2700 hours and holds ATP and 

CFII ratings.

Mark Casey
N250BT

Herndon, VA

Mark is Manager at CFN Services.  
He has a Mirage and has over 
975 hours.  He holds a Private 

license with an Instrument rating.

Robert LeVine
Granite Bay, CA

Robert is an Executive with 
Zacian.  

Miles Cook
Atlanta, GA

Miles is a Strategy Consultant 
with Bain & Company.

Randy Nerren
Spring, TX

Randy’s occupation is Real 
Estate.  His company is 

MetroNational.

Gerald Wittman
Appleton, WI

Gerald rejoins us after a 
short hiatus.  He is a General 
Contractor.  His company is 

Wittman Construction.

Thomas Buttgenbach
N751TP

Los Angeles, CA

Thomas has a 310 Malibu and 
has over 3500 hours.  He has an 

ATP rating.

Clint Brown
N754MA

Saint Jo, TX

Clint is a Rancher.  He has a 310 
Malibu.

Michele Molinari
Wiesendangen, Switzerland

Michele is an Entrepreneur.

David Wade
Heath, TX

David is a Contractor.  His 
company is Wade Construction 
Group.  He has over 1400 hours 
and hold SEL and IFR ratings.

Joe Cain
Fort Lauderdale, FL

Joe is President of Xcel.

Brad Ehrhorn
Flagstaff, AZ

Brad is an Engineer.  His 
company is RC Optical Systems.  

He has over 17,000 hours.

Lane Kjellsen
Pinehurst, NC

Lane is an Executive at K2 
Solutions Inc.

Joseph Ornato
N723ER

Richmond, VA

Joseph is a Physician.  He has 
a Meridian.  He has over 1100 

hours and holds a Private license 
with an Instrument rating.

Michael Morris
Ben Avon Heights, PA

Michael’s company is Sampson 
Morris Group.  He has a Matrix.

cont. page 50►
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Don Carruth
N809C

Midland, TX

Don’s company is Don-Nan 
Pump & Supply Co.  He has a 

Mirage.

Gerald Church
Oceanside, CA

Gerald is owner of EuroAmerican.  
He has over 2000 hours and 
holds an Instrument rating.

Ken McDonald
N382KC

Nashville, TN

Ken is retired.  He has a 550 
Malibu and holds a Private 

license with an Instrument rating.

Rick Nutt
Wichita, KS

Rick’s occupation is Aerospace 
Manufacturing.  His company is 

FMI, Inc.

Bill Adams
Grand Prairie, TX

Bill is a car dealer.  His company 
is Century Trucks & Vans.

Tony Beauchamp
Cheney, KS

Tony is a mechanic at Mead 
Aricraft Services.  He has a 

Private license.

Timothy Linder
Cotton, MN

Timothy is a Field Service 
Engineer with Cobham Avionics.

Steve Berner
Amarillo, TX

Steve is Owner of Rabern 
Rentals.  He has a Malibu.

 

Russ got his Private license in Norfolk, Nebraska 
at the age of 17.  At 19 he joined the USAF and 
was a Radar mechanic for 2 years until being 
accepted into the Aviation Cadet class 53-F.  He 
served as a pilot, flying F-94’s and F-89’s in the 
82nd FIS and 76th FIS in Iceland and Presque Isle 
Maine. Upon return to civilian life he was an IBM 
Customer Engineer for 10 years, then started 
his own data processing company, doing billing 
for Independent telephone companies.  In the 
late 90’s he sold his company to his partner and 
remained active flying the company ’84 Malibu 
and later the ’89 Mirage.  In 1998 he became 
Executive Director of MMOPA.
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M•MOPA Classifieds

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

FLORIDA SPRUCE CREEK FLY-IN
For 25 years, Spruce Creek Fly-In Realty has proudly 
served the Spruce Creek community. As we celebrate 
this important milestone, all of us wish to say “Thank 
you” for helping to make our business such a success. 
We look forward to meeting and serving new neighbors 
and friends, and to continuing our support of the 
Spruce Creek Fly-In Community.  Spruce Creek Fly-In 
Realty Celebrating its 25th Anniversary Servicing The 
Spruce Creek Community.

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

MMOPA wishes to thank the following PA46 trainers who support this magazine.
This list does not constitute an endorsement of any of the trainers listed below.

Aircraft Training Services, LLC.
Shawnee, KS
(913) 908-7752

Initial & Refresher Courses

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

Initial & Refresher by Appointment

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

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

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

Initial & Recurrent Training

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

Initial & Refresher Training with
John Mariani at any location

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

Initial & Recurrent Training for Malibu,

Mirage, and Meridian with Dick Rochfort
At any location

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

Initial & Refresher by Appointment

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

Travis Holland
Holland Aero
www.holland.areo
360-734-8417
JetProp initial and recurrent training and ferry and 
pre-purchase services offered in USA, Europe, Asia, 
or South America at your location.

21th Annual Convention
Sept. 14-17, 2011
Homestead Resort
Hot Springs, VA

Helpline ...
620-728-8634

Events Calendar
MALIBU/MIRAGE SAFETY & TRAINING FOUNDATION  SESSIONS

SAFETY SYSTEMS / MAINTENANCE SESSIONS:

April 29 – 30
North Myrtle Beach, SC
Grand Strand Airport (CRE)
Marriott Resort and Spa at Grande Dunes

July 15 – 16 
Santa Rosa, CA (NAPA Valley Area)
Charles M. Schultz - Sonoma County 
Airport (STS)
Hilton Garden Inn Sonoma County 
Airport 

August 12 – 13
Olathe, KS
Johnson County Executive Airport (OJC)
Marriott Kansas City Overland Park

November 10 – 11 – 12 
Vero Beach, FL
Vero Beach Airport (VRB)
Vero Beach Resort & Spa 
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PILOT-IN-COMMAND TO OPERATE THAT AIRCRAFT IN COMPLIANCE WITH 
THAT AIRCRAFT’S PILOT’S OPERATING HANDBOOK AND OTHER OFFICIAL 
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The Malibu•Mirage owners and Pilot Association appreciates the support of its advertis-
ers.  Please use their services whenever possible and tell them you saw their ad in the 
Malibu•Mirage Magazine.

Officers, Directors and Staff

Jeff Schweitzer, 
Director and 
Magazine Editor
Spicewood, TX, jschweit@swbell.net 
Phone: 512-921-6663, 

Committees:  Magazine, Nominating, Convention 
Planning, and Website,  Member since 1998, 1996 
Mirage/JetPROP N722ET,  Day Job:  Author, marine 
biologist, former White House Asst. Dir.

Bill Alberts, 
Convention Coordinator
Pittsburgh, Hilton Head, Bonita Springs, 
FL, Alberts46@aol.com,  Phone: 843-
785-9358, Member since 1990, 1,100 
hrs in Piper Mirage, Retired Business 

owner, and former MMOPA President, Event plan-
ner for several owner groups, and avid motorcycle 
enthusiast.

Jim Yankaskas, 
Past President
Chapel Hill, NC, pwsjry@med.unc.edu  
Phone:  919-967-7182 
 Committees:  Nominating, Bylaws, 
Academics, Advocacy,  Member since 

2000, 1984 Malibu, N4372B,  Day Job:  Physician, 
Professor of Medicine Pulmonary and Critical, UNC

Mona Rathmel, 
Secretary/Treasurer
Dallas, TX, mrathmel@airsure.com  
Phone: 972-532-2439  
Committees:  Safety & Training, 
Finance, Convention, Academic,  

Member since 1998,  Day Job:  Aircraft Insurance 
Broker, AirSure Ltd.

Manny Casiano,
Director
Frederick, MD (KFDK), 
casiano@alum.mit.edu 
Phone: 301-606-2850
Committees: Academics

Member since 1998. 1989 Mirage/JetProp N49PK
Day Job: Surgeon, Hospital administrator

Russ Caauwe, 
Executive Director
Green Valley, AZ, russ46@cox.net 
Phone:  520-399-1121,  Member since 
1991, 3,500 hrs in Malibu & Mirage
Retired USAF Pilot, engineer, 

entrepreneur & corporate pilot

Bart Bartlett, 
Director
Raleigh, NC, bartman4@stanfordalum-
ni.org, Phone:  919-789-1482 
Committees:  Academic, Convention 
Planning, Marketing, & Website 

Member since 2003, 1985 Malibu, N43911 
Day Job:  VP Sales & Marketing, Pancetera Software

Jonathan Sisk, 
President & Ombudsman
Lexington, KY, (KLEX), jsisk@audio-
authority.com Phone: 859-351-5429, 
Committees: Executive, Bylaws, & 
Convention Planning,  Member since 

1998, 2000 Mirage owner, N555JV,   Day Job:  Elec-
tronics manufacturer, Audio Authority Corporation

Larry Johnson, 
Director
McKinney, TX, ljohnson@cutteravia-
tion.com, Phone:  214-335-0605 
Committees:  Nominating, Logistics, 
and Marketing,  Member since 2000  

Day Job:  Aircraft sales, Cutter Aviation

Dick Rochfort, 
Director
Baltimore, MD, mail@rwrpilottraining.
com, Phone:  410-435-3333 
Committees:  Nominating, Academics, 
Safety & Training,  Member since 1997 

Day Job:  Full time flight instructor for PA46

Tom Kieffer, 
Vice President & 
Website Publisher
Eden Prairie, MN, & Scottsdale, AZ, 
Tom@Kieffer.com  
Phone: 952-934-3988, Committees:  

Marketing, Membership & Publicity, Magazine, Web-
site Member since 1998, 1989 Mirage/JetProp N816TM  
Day Job:  IT consulting & services, Virteva
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