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by Jeff Schweitzer

Letter from the Editor

cont. page 12 

Home on the Range
In late February I flew to Tulsa, Oklahoma, 
the site of the 2007 MMOPA convention, to 
gather materials and photos for this issue’s 
surely-to-be-award-winning feature article. I 
spent the day with the Nancy Phillips, Director 
of the Tulsa Convention & Visitors Bureau, 
and Jeffery Donaldson of the Renaissance 
Tulsa Hotel & Convention Center, who 

Austin, Texas, is known for many wonderful 
attributes, including abundant lakes, extensive 
parks and a mild climate. The average annual 
snowfall in Austin is in fact zero. We typically 
go a decade or more between a fleeting 
flurry. Our average winter temperatures 
are in the low 50s, and rarely do we have 
more than a handful of days below freezing 
throughout winter. So with some dismay 
did I wake up one fine Sunday to a frozen 
landscape of ice and snow. I was scheduled 
to fly to Hutchinson (KHUT) that morning for 
a 100 hour inspection, but the streets, the 
city and the airport were closed, tight in the 
grips of polar air. But Mother Nature was only 
beginning the onslaught of nasty weather, 
and for the next four frustrating days Austin 
saw an unprecedented attack of ice, sleet 
and freezing rain. Finally, on Thursday, under 
cloud-laden skies, I was able to make my way 
precariously to the airport past barricaded 
overpasses, frozen roads and a paralyzed city. 

While Austin was being pounded, an even 
more severe storm was hitting Kansas and 
Oklahoma, burying both states in several 
feet of snow, snapping power lines and 
shutting down Interstates. This was a bad 
week in America’s heartland. Unlike in Austin, 
though, folks in the Plains know how to handle 
snow, and airports were quickly plowed 
and cleared. But not in Hutchinson, where 
the city manger was, as always, apparently 
unconcerned that the field remained closed. 
My entreaties to the airport authority to do his 
duty fell on deaf ears. Finally, on Thursday 
I was informed the city gave a half-hearted 
effort to partially clear one runway, but no 
taxiways. The result was a runway reported to 
have more patchy snow and ice than asphalt, 
and taxiways that were nothing but pure 
sheets of ice that would do a Zamboni proud. 

The weather on Thursday could only be 
described as ugly along the entire route. 
But the hour was late, the bartender was 
calling last round, and ugly was all I could 
get. My options were limited. At least this 
particular ugly offered the first break in the 
forecast for severe icing since my original 
day of departure on Sunday. That, combined 
with the meager attempt to clear the field in 
HUT, was enough for me to start the engine.

I was already four days late just starting out, 
but take off I did. After battling turbulence and 
moderate rime ice, I was greeted by 30 knot 
winds at the destination. Landing in gusting 
cross winds on an iced-up runway is always a 
nice challenge. A two hour flight from AUS to 
HUT had now occupied a good part of a messy 
week, but I finally arrived at Kevin Mead’s 
hangar. To do so, I just had to battle sleet, 
freezing rain, snow, ice, closed roads and 
airports, turbulence, gusty cross winds and 

incompetent airport managers. But hey, what 
are a few obstacles among friends, after all?

Kevin worked his usual magic, and by 
Friday afternoon I was ready to depart. 
The weather was overcast at HUT and 
clear at AUS. I would need to go over or 
around a significant storm again pounding 
Oklahoma and northern Texas. But by 
leaving around 3:00 pm I would be able 
to stay just ahead of the worst ice and 
precipitation. After skidding along still-
iced up taxiways, I made the runway and 
took off.  But no, I was not to make it 
home. I could not raise my landing gear.

My first thought was focused on ice, perhaps 
left on the wheel after that slushy taxi to 
the runway, preventing my nose gear from 
traveling the full distance. A more ominous 
possibility was that the door actuator had 
failed and my gear had scrunched the gear 
door. But I did not hear any horrible noises, 
so I gambled such was not the case. I lowered 
the gear, told the controller I needed to do 
a 360, and tried to raise the gear again. No 
luck. I tried and failed three times, threw 
in the towel, and told the tower I needed 
to return. So close to home, yet so far.

Back at Kevin’s, the plane was put up on 
blocks and the gear cycled. Worked perfectly. 
We could not get the gear to fail even though 
I had just seen three failures in flight. The 
only rational explanation is that the nose gear 
spring was frozen, perhaps by water used to 
clean the airplane. Back in the hangar after 
my unsuccessful flight, that water would have 
melted, allowing the gear to swing free. In any 
case, by this time, the weather in Oklahoma 
had become impassable, and more freezing 
rain was forecast for Austin, so I was destined 
for another night in Hutchinson. Or so I thought.

That evening, the snow began to fall around 
6:00 pm, and continued to fall incessantly all 
night. The next morning, all hopes of returning 
to Austin vanished, once again, in near-
blizzard conditions. The snow kept coming, 
all day, finally dumping a total of 11 inches. 
The next, next morning I woke up to cloudy 
skies, but no snow. Yes, this would be the 
day I could return home. But no; no indeed.

The folks at HUT decided again that clearing 
the runway might be too much work, at least 
in the morning. While desperate, I had no 
intention of taking off in a foot of snow. Later 
that afternoon, one lone plow got to work, and 
toward the late hours of the day, the airport was 
reopened. Of course none of the taxiways were 
cleared. Nevertheless, the time to leave had 
finally come. But no, again, that was not to be.

together gave me a grand tour of the city. 
Forget everything you thought you knew 
about Tulsa. Lush, clean, friendly and inviting 
are words that only partially capture the 
warm welcome of the city. Truly world-class 
museums, pristine estates, up-scale shopping, 
exclusive spas, majestic architecture and 
captivating vistas are all made the grander 
by the beautiful Arkansas River cutting right 
through town. In my struggle to capture in 
words the essence of the city, I can best 
say that Tulsa is the northern-most southern 
city, and the eastern-most western town, 
combining the best traits from the country’s 
great traditions. You will be glad you came to 
Tulsa; mark your calendars for October 17-20.

Twilight Zone Redux
The story you are about to read is not 
embellished or exaggerated in any way. I offer 
only the barest facts, with no further elaboration. 
The numerous unrelated circumstances that 
conspired to build this tale of woe speak for 
themselves, with no need for literary license.
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More Choices at Piper
by James K. Bass
President and CEO
The New Piper Aircraft, Inc.

Piper Perspective

The last few months have seen some significant 
new developments at Piper. In fact, as I write 
this column, we are about to announce one 
of the most important product developments 
we will implement this year. I’m talking 
about Piper’s decision to add as optional 
equipment the Garmin G1000® all-glass, fully 
integrated avionics suite to our PA-32 aircraft, 
namely the Saratoga II TC and Piper 6X.

cont. page 10 

The Saratoga II TC and Piper 6X currently 
feature Avidyne’s advanced glass avionics 
suite, the Entegra integrated flight deck, 
as standard equipment, as do the Seneca 
V and the Malibu Mirage and Meridian. All 
other Piper models offer the Avidyne system 
as optional equipment. Now, however, with 
the G1000, we are underscoring choice.

As you know, we are fully focused on providing 
our customers with the best possible options 
that technology has to offer our industry, 
and this latest development for Piper is an 
excellent example. We have a long and 
valued relationship with Garmin, and have 
been working behind the scenes to debut the 
G1000 in our aircraft. Now, with deployment 
of the G1000 in the Piper Saratoga II TC and 
Piper 6X, Piper is moving forward in providing 

our customers with more options. People 
have asked us over the years whether we 
would add the G1000 to our aircraft, but we 
have had to remain tight-lipped as we worked 
on integration. But from the beginning, our 
commitment has been to provide our customers 
with choices, especially since we have 
customers on both sides of this technology, 
some favoring Avidyne and others Garmin.

So what does the G1000 bring to the table? 
Garmin’s G1000, an all-glass avionics 
suite for factory-new aircraft, is seamlessly 
integrated and makes flight information 
easier to scan and process. The G1000’s 
revolutionary design brings new levels of 
situational awareness, simplicity and safety 
to the cockpit. It puts a wealth of flight-critical 
data at the pilot’s fingertips, with its glass 
flight deck presenting flight instrumentation, 
navigation, weather, terrain, traffic and engine 
data on large-format, high-resolution displays.
In the Saratoga II TC and Piper 6X, the G1000 
is configured with two 10.4-inch XGA screens, 
one used as the pilot’s primary flight display 
(PFD) and the other as a multi-function 
display (MFD). The G1000 replaces traditional 
mechanical gyroscopic flight instruments 
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Piper Perspective
(continued)

with Garmin’s super reliable GRS77 Attitude 
and Heading Reference System (AHRS). 
AHRS provides accurate, digital output 
and referencing of aircraft position, rate, 
vector and acceleration data, while Mode-
S transponders enable traffic information 
service (TIS) alerting. Full reversionary mode 
is available to increase redundancy and safety. 
Moreover, fully integrated avionics support 
VHF communications, VHF navigation and 
Wide Area Augmentation System (WAAS). 
Because the G1000 is WAAS certified, pilots 
are able to fly Lateral-Precision with Vertical 
(LPV) guidance approaches and receive 
GPS navigation via the WAAS. With WAAS 
LPV approaches, pilots will have stabilized 
lateral and vertical navigation and will be 
able to navigate as low as 200 feet above 
the runway end under instrument flight rules. 
The G1000 seamlessly integrates built-in 
terrain and navigation databases with the 
optional TAWS-B Terrain Awareness and 
Warning System, which through graphical 
and audible terrain and obstacle alerts 
provides an extra margin of safety in the air. 
For safer arrivals and departures, optional 
ChartView™ (available through Jeppesen’s 
JeppView™ subscription service) lets pilots 
overlay aircraft position on the electronic 
approach chart to provide a visual crosscheck. 
Using information from the built-in terrain 
and U.S. obstacles databases, the G1000 
displays color coding to provide graphical 
alerts when proximity conflicts loom ahead. 
Moreover, Garmin SafeTaxi™, a built-in database 
of over 750 U.S. airport diagrams, provides 

the capability of viewing aircraft position on 
taxiways, and with Garmin FliteCharts™, an 
electronic version of the National Aeronautical 
Chart Office (NACO) U.S. Terminal Procedures 
Publication, pilots can quickly find and view all 
NACO Departure Procedures (DP), Standard 
Terminal Arrival Routes (STARs), approach 
charts and airport diagrams on the MFD.
With an optional subscription to XM WX 
Satellite Weather™ and the addition of the 
GDL 69A data link receiver, pilots have 
access to up-to-the-minute, high resolution 
weather for the U.S., right in the cockpit. 
Weather information includes NEXRAD, 
METARs, TAFs, Lightning and more and can 
be laid directly over Jeppesen and topographic 
map databases. XM Audio Infotainment 
is also available featuring 170 channels of 
music, news, talk, sports and information. 
Stormscope® and the Skywatch® traffic 
advisory service are also available as options.
The PA-32 is one of the most reliable platforms in 
current production, and now with the addition of 
the G1000 will lead the general aviation market 
by providing owners with the most proven 
airframe coupled with more avionics choices, 
both Garmin and Avidyne, than ever before. 
As you know, we continue to invest in product 
innovation and technology and always strive to 
bring you the very best. Whether it is new aircraft 
or new product features, we look forward in the 
future to discussing and alerting you to the 
developments that we know will characterize 
Piper as second to none in general aviation.
So watch this space.
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Letter from the Editor
(continued)

I called Kevin, intruding on his Sunday, and 
asked if he would be willing to come to the 
airport, clear the area in front of his hangar, 
and help me out to the tarmac. Kevin, being 
himself, of course immediately said yes, even 
though that would ruin his rare day off. The 
first car that Kevin dug out from the snow at 
his house would not start. The second car he 
dug out, after the first failed to ignite, slid into 
a ditch shortly into the journey. He now had his 
own problems, waiting for a tow truck to help 
pull his car out. With two dead vehicles, Kevin 
would not be making the trip to the airport. 

So there I was: the airport was finally open 
and the weather passable, but now my plane 
was prisoner in a snow-bound hangar. I had 
no hope of returning home until Monday, 
in spite of the tantalizing blue skies above. 

One problem with this most recent delay was 
that Austin was expecting more freezing rain 
on Monday, perhaps beginning anew the cycle 
of horror in which I found myself ensnared. 
I had become Bill Murray’s character in 
Groundhog Day, trapped in Punxsutawney 
in a never-ending inescapable loop. Only I 
was prisoner in a Holiday Inn in Hutchinson, 

Kansas, and nobody was making a movie of 
my plight. Possibly, I was going insane. Or, 
more accurately, even more insane than usual.

Idle plows, an indifferent airport authority, 
dead cars, cars in ditches, freak once-in-a-
hundred-year weather in Austin for days on 
end, mysterious unexplained landing gear 
problems, impassable storms in Oklahoma, 
and blizzards in Kansas, all timed perfectly 
to foil my simplest plans. I just wondered if 
locusts and plague were next.  I was now 
seven days into what should have been a 
quick up and back trip, with fading hope 
that Monday would prove any better. The 
frustration level is hard to describe. Cabin fever 
was setting in as I contemplated yet another 
night, or more, with nothing more entertaining 
in store than an old USA Today and CNN 
broadcasting repetitive cycles of stale news.

You might imagine my surprise and skepticism, 
then, when Kevin called around 3:30 pm with 
the news he was at the airport. His car had been 
rescued. Even more miraculously, the airport 
had plowed the area in front of his hangar, 
and one taxiway. This represented an almost 
unprecedented burst of energy on the city’s 

part. The tarmac was still patchy with ice and 
snow, but passable. I immediately packed up, 
checked out, and hightailed out to the field. I 
took off around 4:30 pm with a huge sigh of relief. 

But Mother Nature would not quite let go. She 
just had to slap me one more time. I needed 
one final assault on my senses. In spite of 
strong headwinds on the trip from Austin to 
Hutchinson, I now was swimming against 
winds clocking in at over 100 knots. Right 
on my nose, with virtually no relief at lower 
altitudes. Ah, yet another trip with headwinds 
in both directions. With ground speeds in the 
140s, I had plenty of time to contemplate this 
surrealistic week. Except that the continuous 
moderate turbulence was otherwise occupying 
my attention. In between deviations around 
storms in Oklahoma. Does it ever not storm 
in Oklahoma? I just wanted to get home!

When I finally landed in Austin, more than a week 
late and a lifetime later, I felt as if I had stepped 
through Alice’s looking glass back to reality. 
She can have the mirror; I hope never to repeat 
again any such visits down the rabbit hole to 
her bizarre world. I am pleased to report my trip 
to San Diego a few days later was uneventful.
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Oil and Air
While not widely known, Tulsa, Oklahoma, the site of 
the 2007 MMOPA convention, boasts a rich history in 
aviation, reaching back to the early 1900s. As a prime 
example, the Curtis-Southwest Airplane company was 
formed in Tulsa in 1919, and shortly thereafter flew the 
nation’s first interstate air freight shipment. As more 
people discovered the benefits of moving goods by air, 
the business grew, and by 1928, a municipal airport 
was completed to accommodate ever-increasing 
traffic. To keep that growth in perspective, as late 
as 1926 the entire sum of all commercial aircraft 
operated by airlines in the United States totaled 28 
planes. Combined, all those planes could hold a 
maximum of 112 passengers. Even in 1928, the air 
was filled with more hot air balloons than aircraft.

Yet the new Tulsa Municipal Airport fortuitously 
anticipated a swell of aircraft operations that were 
soon to be integral to the growing oil boom. After 
all, oil is what really defines Tulsa. By 1930, the Tulsa 
airport processed about 7,400 passengers, double 
the number using the principle airports of London, 
Paris and Berlin, combined. Most of that activity 
was fueled by the rush to reach black gold. Even 
before gaining statehood in 1905, a huge gusher 
was discovered on Ida Glenn’s little farm. That first 
tapping of the Glenn Pool turned out to be just a drop 
in a giant field, with enough petroleum to nourish the 
creation of multiple oil companies, including Getty, 
Gulf, Standard Oil (now Exxon), Sinclair, and Skelly.

Skelly? Outside of the petroleum industry, Skelly is 
not a recognized name, but Skelly Oil Company was 
at one time in fact the world’s largest independent 
energy firm. William Skelly himself was one of the 
wealthiest men in America. His obscurity today in the 
face of his success during his time is a bit humbling. 
I wonder if 100 years hence our ancestors will be 
curious about a forgotten guy named Gates. Anyway, 
I digress. Skelly’s wealth allowed him to indulge 
his interests in aviation, which led to his founding 
of Spartan Aircraft in 1928, as both an aeronautical 
college and airplane manufacturer. Here in one man 
we see the convergence of Tulsa’s two great historical 
assets and enduring legacies, aviation and oil.

Spartan Executive
Getty Corporation, owned by billionaire J. Paul Getty, 
purchased Spartan in the 1930s, when the company 
was producing open-cockpit, canvas-body biplanes for 
flight training schools and pioneering recreational fliers. 

Here again we witness the commingling of aviation 
and oil: Spartan became highly profitable, allowing 
for big investments in new product development, 
including luxury transportation for cigar-chomping 
tycoons. One result was the “Spartan Executive,” 
one of the most highly regarded aircraft of the times, 
built specifically to satisfy the demanding tastes of 
mega-rich oil executives (hence the aircraft’s name). 
The interior rivaled the most decked-out limousines, 
and performance was second to none. The airplane 
cruised at 200 miles per hour, with a range of over 
1000 miles. The aircraft’s success was partly due to 
what was then a revolutionary construction technique 
known as monocoque fuselage design, derivatives of 
which are still widely used today. Our beloved PA46 is 
an example, built using a semi-monocoque structure. 

Switching Gears
During World War II, aircraft production was devoted 
to the Spartan NP, a Navy trainer. When the war 
ended, the facility was overbuilt considering the 
ever-more-competitive market for civil aircraft. Getty 
wanted to take advantage of his production capacity 
without extensive retooling, to create products in 
demand in greater numbers. With housing shortages 
a growing problem after the war, Getty decided to 
switch to trailers, which could use many of the same 
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cont. page 18 

construction techniques and materials as airplanes. 
As with his aircraft, Getty spared no expense, and 
soon produced a luxury model with great commercial 
success. Whether lucky or brilliant, or perhaps 
both, this switch to trailers perfectly anticipated 
the development of the nation’s interstate highway 
system, which allowed for more and bigger units. 
Spartan called these well-appointed trailers bursting 
with all the amenities of a residence, “moving 
homes.” Sales soared and an industry was born, 
eventually leading to the Robin Williams movie, “RV.”

As with all good things, however, this period of 
prosperity for the company came to an end with 
increased competition, changing tastes and normal 
business cycle downturns. Bringing the story full 
circle, in 1961, Spartan closed the last plant, and sold 
the name back to Spartan School of Aeronautics, 
which continues to operate in Tulsa today as a direct 
descendent of the Spartan Aircraft Company founded 
in 1928. The school offers programs to 1500 full-
time students in virtually all areas of pilot training, 
maintenance and avionics, forever cementing Tulsa’s 
long association with aviation. Today, aerospace 
is a $10 billion business in Oklahoma, and Tulsa 
continues to play an important role in the industry. The 
U.S. Air Force, for example, is currently conducting 

flight tests in a Boeing B-52 using a new synthetic 
fuel manufactured by Syntroleum Corp. of Tulsa.

Don’t you think that, somehow, I should get an award 
for tying all that together in such a nice, neat package, 
even throwing in the link to the PA46? Perhaps the 
award should be known as the William Skelly – Dennis 
Thatcher Prize. One man is forgotten after a life of 
grand success, the other lives today in obscurity in the 
shadows of a famous spouse. Together they span the 
possibilities of becoming an historic footnote. What 
does any of this have to do with Tulsa? Absolutely 
nothing. OK, folks, let’s move on, just an editor 
losing his grip, nothing to see here, keep it moving…

Tulsa Today
The city’s 400,000 residents, up from 200 in 1882, are 
proud to live in Green Country, the heavily-wooded 
northeast section of the state blessed with rolling 
hills, mountains, and lush foliage. While the dust bowl 
might first come to mind when thinking of Oklahoma, 
this part of the state receives on average 40 inches 
of rain per year. Green predominates, interrupted 
only by several azure lakes and the Arkansas River.

Those smart enough to include Tulsa in their travels 
quickly learn why Fodor’s Magazine named the 
city an Outstanding Travel Destination, remarking 
that “the city is too often overlooked by the rest 
of the nation.” That exclusivity gives each visitor 
the sense of discovering a precious secret.

Perhaps most striking about Tulsa is the amalgamation 
of cultures into a distinctive whole, seamlessly blending 
genuine cowboy history with modern cosmopolitan 
amenities. This results in a casual atmosphere in 
which all the benefits of the biggest cities are found, 
but without the stress, crowding or frantic rush. Often 
the word “friendly” is the first uttered when describing 
Tulsa, usually followed by “relaxed” and “clean.” 
The rodeo, a world-class symphony, and numerous 
award-winning museums all reside comfortably 
together in a way pleasantly unique to the city. 

The folks here are relatively young, with a median 
age of 35 years. Unlike in other parts of the country, 
though, young couples can afford real estate here. 
The average purchase price of a home is just about 
$100,000, making Tulsa one of the country’s most 
affordable housing markets. In California, that price 
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would not buy a tiny corner of a small garage. 

Tulsa students need not go far for quality higher 
education, or good football, with the University of 
Oklahoma being a local school. While I am not 
personally a big sports fan, which clearly makes 
me a freak of nature, and a suspect human being 
in general, I am told that Troy Aikman and Lee Roy 
Selmon attended the university. Even I know the 
name Troy Aikman (well, my wife reminded me), but 
Lee Roy Selmon is a mystery; I am assuming he is 
important enough to mention. I know, though, the 
game is taken seriously in these parts. As OU president 
George Cross once famously said before the State 
Senate, “I want a university the football team can be 
proud of.” I understand that the bitter rivalry between 
OU and the University of Texas has not abated over 
time, but I suspect MMOPA members from Texas will 
put that aside long enough to attend the convention.

The Renaissance Tulsa Hotel 
and Convention Center
MMOPA members are fortunate to be hosted by the 
Renaissance Tulsa, with 300 elegant, well-appointed 
guest rooms and 35 spacious luxury suites, all 
providing the creature comforts and pampering 
one would expect from a fine hotel. During my 
stay, the service lived up to the hotel’s exceptional 
reputation for excellence. The staff could not have 
been friendlier or more helpful, demonstrating a 
perfect mix of southern and mid-western hospitality 
honed to perfection. Appropriately rated as a Four-
Diamond property, the resort is built around a central 
nine-story Mediterranean atrium garden, accented 
throughout by rich colors and textures paying homage 
to Tulsa’s cattle baron and oil industry roots. The 
building itself is a replica of the hotel in St. Augustine, 
Florida, site of the convention a few years ago, so 
you may have an eerie sense of déjà vu upon arrival.  

On site is the acclaimed Cypress Grill featuring 
the renowned International Executive Chef, Wayne 
Christensen. He made his reputation in Manhattan 
as the Executive Chef at the Toronto Centre in 
Times Square, where he perfected his fusion-style 
dishes, such as lobster sabayon, buffalo carpaccio, 
Mediterranean tapas, and assorted sushi. The 
pheasant, duck, sea bass and salmon highlight 
how Christensen uses a few simple ingredients to 
blend wonderful flavors into unique entrees that 
are presented colorfully and artfully. That elegant 
simplicity is derived in part from his stints in the sunny 

tropics. Prior to joining the Renaissance, Christensen 
served as the Banquet Chef for Paradise Island 
Resorts in the Bahamas, and as Executive Chef at 
Cotton Bay Club, also in the Bahamas. The tropics 
are seen in his innovative desserts as well, some of 
which I had the pleasure of tasting. Vanilla-speckled 
crème brulee topped with a dollop of mascarpone 
cheese and accompanied by a caramelized sugar 
cage of fruit is an example of that sunny influence. So I 
have a weakness for desserts; the ugly truth emerges.

Between gourmet meals, you can visit Merlots Wine 
Bar and Lounge, which features a large selection of 
fine wines and a world-class collection of liqueurs. 
Yeah, well, I had an opportunity to taste some of 
these, too. Hey, somebody has to do the work. 
But as MMOPA members never drink alcohol, 
we will probably not find anybody there. Except 
during the times between all hours of operation.

But enough about food; now we must work off 
those calories. Fortunately, the hotel is complete 
with a health and fitness center, indoor pool, 
whirlpool and sauna. Nearby, a full-service day 
spa is available to guests, featuring a diverse 
menu of massages, facials, wraps, and other body 
treatments pampered spouses have come to expect.

MMOPA members do not have far to travel to reach the 
convention floor. The property offers more than 50,000 
square feet of flexible meeting space on site, just a few 
steps from the hotel lobby, including a 28,800-square-
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foot grand ballroom, the largest in the state of Oklahoma. 
The meeting rooms all offer state-of-the-art audio-visual 
technology, and free high-speed internet throughout.

Attractions
Tulsa offers numerous world-class attractions that 
highlight the city’s own blend of southern charm, 
eastern elegance and western culture. The west looms 
large here because the land is well-suited to cattle, 
and early ranchers were critical to settling the area. 
Many working ranches still exit, and just north of Tulsa 
is the Tallgrass Prairie Preserve, where the buffalo in 
fact still roam. But that rich western history constitutes 
only a part of the whole, with the influence from oil, 
aviation, aerospace and communications technology 
all clearly evident in the area’s many points of interest.

The Philbrook Museum
Formerly the home of oil billionaire Waite Phillips, the 
museum is now an historic Italianate villa that exquisitely 
preserves the grandeur of the 1920s. The Philbrook 
features more than 8,500 works of art, including Italian 
Renaissance, Classical, Oriental and Native American. 
The museum sits on 23 acres of finely-manicured 
English gardens, nestled in one of Tulsa’s oldest and 
wealthiest neighborhoods. Of course a museum shop 
and restaurant complement the art collections. This 
property is a must-see highlight of any visit to Tulsa.

The Gilcrease Museum
Another mandatory stop is the Gilcrease Museum, 
where the history of our continent comes alive with 

the world’s largest, most comprehensive collection of 
American West art. The museum, a legacy of Thomas 
Gilcrease’s personal quest, is considered one of the 
country’s finest facilities for preserving and studying 
the art and history of the Americas, attracting scholars 
from around the world. The Gilcrease features 
10,000 paintings, drawings and prints by 400 artists 
dating from early colonial times to present day. Even 
more impressive is the phenomenal archive of over 
100,000 objects that rotate for display. The museum 
sits on a stunning estate with grand vistas; the 
Osage Restaurant’s floor-to-ceiling glass wall takes 
maximum advantage of the expansive natural scenery. 
Also on property is the house in which Thomas 
Gilcrease resided during the last decades of his life.

The Oklahoma Aquarium
As a marine biologist, I always enjoy visiting aquariums 
(or aquaria for the nerds out there) wherever my 
travels take me, and the Oklahoma version did not 
disappoint. The facility’s tanks hold more than 1 
million gallons of sea water, in which they house, 
among other animals, an incredibly healthy shark 
population. The aquarium is now home to the largest 
bull sharks in captivity, anywhere. A tunnel passing 
right through the central tank gives you a true sense 
of diving with the sharks, but without getting wet, 
or eaten. Beyond top-of-the-food chain predators, 
200-plus exhibits of diverse fishes are all superbly 
done, displayed in 80,000 square feet of nautical 
space. More than most, the aquarium is interactive, 
with plenty of opportunities to come in close contact 
with the animals, particularly a wide diversity of rays.

Utica Square
For more than 50 years, Utica Square has occupied 
a special place in the heart of Tulsa. This quaint 
shopping district is not a tourist attraction, but in 
fact is used by locals for everyday needs. Yet the 
square indeed serves as a central attraction for 
Tulsa tourists, who come for the unique dining 
experiences, distinct stores, specialty food shops, 
and world-class shopping, all set in a welcoming 
environment of shaded gardens, fountains, sculptures 
and tree-lined walkways. The dedicated shoppers 
among MMOPA members will be comforted to know 
that the square also hosts national chains such as 
Coach, Ann Taylor, Saks Fifth Avenue, Williams-
Sonoma and Russell Stover Candies, to name a few. 
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But the real attraction to serious upper-end shoppers 
in Utica Square is Miss Jackson’s, a local institution 
that began catering to the needs of oil tycoon wives 
in 1928. The initial emphasis was on clothing, but the 
store soon expanded to include cosmetics, perfume, 
china, silver, glass and linen, and later, all products 
related to baby “things” and children’s clothing. 
Personal skin care is now a specialty, with experts 
on staff to minister facials and wraps to discerning 
shoppers. The store emphasizes personalized 
service above all else, with the purpose of “making 
life more elegant, more enjoyable and more relaxed.” 
You cannot say you shopped Tulsa unless you’ve 
experienced Utica Square and Miss Jackson’s.

Woolaroc
For some time I thought that “Willow Rock” was the 
attraction, until being gently corrected by a local. No, 
instead the name comes from Wood-Lake-Rocks, a 
description befitting the elegant country playground 
of Frank Phillips. By no coincidence, the land abuts 
the site of Well No. 8 that launched Phillips Petroleum. 
The estate is famous for hosting cowboys, wanted 
men, Indians and banking tycoons at the annual Cow 
Thieves and Outlaws Reunion. Guns and grudges 
were checked at the gate. Woolaroc, in Phillip’s day, 
was a self-contained ranch, with a smokehouse, hen 
houses, livery stables, dairy cattle, vegetable garden 
and slaughterhouse. More than 2000 animals once 
roamed the estates, including yaks, camels, reindeer 
and other exotics. Today about 700 animals live on 
the expansive acreage, including buffalo, mustangs, 
fallow deer, Brahmas, and, yes, yaks and llamas. The 
ranch’s 80-plus longhorn cattle derive from the oldest, 
purest genetic lineage in the world. The lodge on 
property was modeled after the rustic El Tovar Hotel by 
the Grand Canyon, and is by itself worth a visit. Never 
shy about meeting his own personal needs, Phillips 
built a huge lake, simply for the pleasure of looking at 
the body of water from his front porch. The grandeur 
of the lodge, lake, and natural scenery, the eclectic 
animal population, and the ranch’s storied history 
make this one of Tulsa’s most popular attractions.

Tulsa Air and Space Museum 
and Planetarium
This facility will never be confused with the Smithsonian, 
but is nevertheless a worthy destination for any pilot or 
aviation enthusiast. The modest 19,000 square feet of 
exhibit space features historic, experimental, corporate 
and military aircraft. The planetarium is only one of 
three in the country offering the ESky multimedia 
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display, which creates a three-dimensional 
experience of traveling through space using 
a specialized planetarium projector, rather 
than relying on those annoying red and 
green glasses to create the 3-D effect. During 
my visit, the projector temporarily went belly 
up, but the curator got everything back on 
track in no time, with typical mid-western 
calm and charm. For me, that quick vignette 
perfectly captured Tulsa’s oddly attractive 
mix of high-tech and warm innocence.

Richard Lloyd Jones Jr. Airport (KRVS)
The name of our welcoming airport does not 
exactly roll off the ol’ tongue, but is otherwise 
perfect for our convention. Locals call the field 
Riverside, an easier moniker to handle. Serving 
primarily as a reliever for Tulsa International, 
Riverside now sees about 350,000 operations 
per year, making this the busiest airport 
in Oklahoma. The field sits on about 700 
acres, conveniently located just southwest 
of the city. The tower operates 16 hours per 
day; one precision and three non-precision 
approaches help with any bad weather. 

We will be hosted at the airport by Christiansen 
Aviation, in business at the field since 1972, 
when 2 employees and 3 aircraft constituted the 
whole package. Today the FBO employs 33 staff 
and has over 200 aircraft on lease around the 
country. The lounge is spacious and modern, 
but without losing that down-home appeal.

Mark Your Calendars
I look forward to seeing all of my fellow MMOPA 
members in Tulsa. Remember to block off the 
dates now for October 17-20. Geography no 
longer offers anybody an excuse. From initial 
feedback, we anticipate that this in fact will be 
our biggest convention ever, even exceeding 
Colorado Springs. I am fully confident that you 
will be pleasantly surprised by all that Tulsa has 
to offer, and grateful for having experienced 
the city. Tulsa exceeded all of my expectations 
with its many charms, natural beauty, great 
restaurants, amazing architecture, and multiple 
amenities and attractions. But what struck 
me most were the open welcome, warmth 
and friendliness that I encountered without 
exception. Don’t miss this opportunity to come 
to America’s heartland! I’ll see you soon.
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Milestones
by Jim Yankaskas

Note from the President

MMOPA Activities 
Spring has arrived in Chapel Hill, and the 
daffodils have been blooming since early 
February. Fortunately, I have been able to enjoy 
the great flying weather, and the new vigor that 
accompanies this season of renewal. Spring is a 
good time to re-energize in both work and play.

Board Meeting and Convention
The MMOPA Board works via e-mail and 
conference calls throughout the year, but we 
do our most concentrated work at the spring 
Board meeting. Last year we met in Dallas, 
a central airline hub and potential site for 
a future meeting. Our 2007 Board meeting 
is scheduled for April 14, in St. Louis, MO, 
another central location that minimizes travel 
time and cost. The meeting will be long past 
by the time you read this. Russ Caauwe, our 
Executive Director, just sent the agenda and 
several attachments to the Board members. 
MMOPA finances, by-laws, the magazine 
and website, membership growth, and our 
ombudsman program will be addressed 
in detail. Our Colorado Spring Convention 
expenses exceeded the income, but MMOPA 
remains financially strong. The Board will 
refine policies to assure that we remain 
so. Expect to hear the details at our Tulsa 
membership meeting and to see them in this 
magazine. Other important topics, including 
the 18 year product liability limitation (and 
potential effects on our maintenance options), 
Board composition, and vendor relations 
will be discussed at the Board meeting 
and at our Tulsa membership meeting. 

We will review the minutes of the prior year’s 
Board meeting and conference calls, then 
analyze the evaluations of the 2006 Colorado 
Springs meeting. Cookie Goldberg did a great 
job of collecting and collating those evaluations 
and recommendations.  This will set the stage 
for planning our 2007 Tulsa Convention. 

Bill Alberts has completed most of the facility 
arrangements and assured me that Tulsa 
will provide our best meeting facilities to 
date. Tulsa is a hidden gem, as you will see 
after reading this issue’s feature article. We 
have many suggestions for the academic 
program, and the chosen topics will appeal 
to and educate all of us. For the first time the 
companion’s program will be developed and 
vetted by the Companion Pilots Committee 

(CPC). We will have a top drawer set of options 
in this area, too. Consult the preliminary 
program, which will be circulated about the 
time you get this issue, to see the details. 
We will continue the MMOPA tradition of 
improving the convention and program quality 
every year. Stay tuned and stay involved! 

Safety and Training Foundation
The Malibu/Mirage Safety and Training 
Foundation (MMS&TF) activit ies have 
developed into one of our best member 
benefits. Mona Rathmel and Mark Swatek 
led the expansion to five regular sessions 
and three maintenance sessions this year, 
including our first international program. That 
exciting addition will feature John Mariani, and 
the Italian Air Force Museum, in Rome, Italy 
on July 26-28, 2007.  The annual attendance 
was 109, 156 and 198 members in 2004, 2005 
and 2006, respectively. This arm of MMOPA 
will continue to expand its activities and key 
contributions to member safety. Like many 
others, I have become a regular attendee. The 
training sessions are a great way to upgrade 
my knowledge and flight skills, and to spend 
a long weekend with friends who love flying 
as I do. This year I will start to try different 
course locations. These sessions offer a 
wonderful way to meet training standards 
similar to that of the airlines. If you have 
not yet taken one of the training courses, 
connect to our website and sign up now!

Reaching Sixty
The FAA requirement that FAR Part 121 
operation pilots retire at age 60 is under active 
examination, and the mandatory retirement 
age may change to 65 years.  We all know 
individuals and pilots who perform well and fly 
safely well beyond age 60. Some meticulous 
research supports these observations.  At 
the 2003 MMOPA Convention Safety Review 
in St. Augustine, I reviewed a Johns Hopkins 
University study of airplane accidents in 
commuter air carrier and air taxi pilots (Am J 
Epidemiol 2003; 157:874-880). The authors 
noted that (1) sensory, perceptual, and 
psychomotor skills deteriorate progressively 
with age, (2) performance on flight-related 
tasks such as decision-making, tracking and 
landing does not differ between older and 
younger pilots, and (3) there are significant 
age-related declines in the ability to respond 
to auditory communications. They followed 

a cohort of 3,306 pilots who were ages 45 
to 54 years in 1987 and flew 12.9 million 
hours between 1987 and 1997. They had 66 
aviation crashes in the 11 year study, a rate 
of 5.1 crashes per million flight hours. Crash 
risk was fairly stable as the pilots aged from 
their late 40’s to their late 50’s.  During the 
study, 578 pilots continued flying after age 60. 
There were three crashes in the 60-64 year 
age group. The rate of 11.05 per million flight 
hours was twice that of the overall group, but 
this difference was not statistically significant. 
Nevertheless that result looked important 
to me. My Malibu partner Doug Leet (two 
years younger than me) and I upgraded our 
intercom and active-noise-reduction headsets 
and further increased our proficiency training.

More recently, a research group at Stanford 
University reported the effects of pilot age 
and expertise on flight simulator performance 
in a three-year longitudinal study of 118 
general aviation pilots aged 40 to 69 years 
(Neurology 2007; 68:648-654).  Their subjects 
flew two 75-minute simulator flights each 
year. These were rated on communication, 
traffic avoidance, emergencies, approach, 
and summary score. The authors found that 
communication task performance declined 
most steeply with age, but traffic avoidance 
performance actually increased with age. 
More expert pilots (those with ATC and/or 
CFII certificates) had better flight summary 
scores and declined less over time. This data 
reinforces the communications concerns 
noted earlier, and showed some performance 
decrements with age, but also documented 
some benefits of more training and experience. 

These studies deal with groups of pilots, 
and may not apply directly to you or me. 
My reaction times are probably slowing, but 
I have been able to continue to fly safely 
though careful planning, attention to details, 
regular training, and conservative personal 
minimums. Bonnie and I flew our 1984 Malibu 
to Amelia Island, FL, to celebrate my sixtieth 
birthday in late March. I plan to further intensify 
my training and tighten my standards even 
more to maximize the safety, enjoyment, 
and length of my flying career. MMOPA has 
already helped on all of those issues, and 
will continue to do so. What a joy to be part 
of an association that does so much, so well. 
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Aviation News
Douglas Leet studied at Michigan State University and received his M.D. degree from The University 
of Chicago. Internship, residency and fellowship in General Surgery and Urology followed in Chapel 
Hill at The University of North Carolina. He practices Urology in Raleigh, specializing in pediatric and 
microsurgery, female urology and oncology. Flying was always just a dream until 1978, when he began 
early morning lessons before work during his fellowship in general surgery. Thirty days later, with nearly 
continuous ground school, he had his private certificate. Doug bought a 1964 Mooney M20E shortly 
thereafter and obtained his instrument ticket in 1980. The M20E was sold for an M20K(turbo), and finally 
the ultimate flying machine, his 1984 Malibu. Doug’s flying experiences expand across all of North 
America and into the Southern Caribbean.

by Doug Leet

Below are synopses of our four “accidents” this 
quarter, which are followed by a summary and 
overview of the events. As always, the accident 
descriptions are derived from preliminary 
information, subject to change, and may contain 
errors. Any errors in this report will be corrected 
when the final report has been completed.

NTSB Identification: MIA07LA038 
14 CFR Part 91: General Aviation 
Accident occurred Sunday, January 14,   
   2007 in Tampa, FL 
Aircraft: Piper PA-46-500TP
Registration: N184RB 
Injuries: 2 Uninjured.
 
On January 14, 2007, about 1825 Eastern 
Standard Time, a Piper PA-46-500TP, N184RB, 
registered to and operated by Clear Air 
Aviation LLC, experienced collapse of the nose 
landing gear during the landing roll at Tampa 
International Airport, Tampa, Florida. Visual 
meteorological conditions prevailed at the time 
and no flight plan was filed for the 14 CFR Part 
91 personal flight from Boca Raton Airport, 
Boca Raton, Florida, to Tampa International 
Airport. The airplane was substantially 
damaged and the private-rated pilot and 
one passenger were not injured. The flight 
originated about 1725, from Boca Raton Airport. 
 
The pilot stated that the approach for landing 
was good and prior to touchdown the nose 
landing gear down and locked light was 
illuminated. After touchdown during the 
landing roll as soon as the nose landing gear 
contacted the runway, he thought he had a flat 
nose tire. The airplane then veered to the right 
and the nose landing gear partially collapsed. 
He was able to stop the airplane on the runway

NTSB Identification: SEA07IA058 
14 CFR Part 91: General Aviation 
Incident occurred Tuesday, January 16,  
   2007 in Parowan, UT 
Aircraft: Piper PA-46-500TP
Registration: N747BL 
Injuries: 1 Uninjured.
 
On January 16, 2007, approximately 1155 
Mountain Standard Time, a Piper PA-46-500TP, 
single-engine turbine airplane, N747BL, 
experienced a nose landing gear collapse and 
loss of directional control during landing roll at 

the Parowan Airport, Parowan, Utah. The airline 
transport pilot, who was the sole occupant, 
was not injured. The airplane was registered to 
a private individual and operated by the pilot. 
Visual meteorological conditions prevailed for 
the personal cross-country flight, which was 
conducted in accordance with 14 CFR Part 
91, and a flight plan was not filed. The flight 
had departed Las Vegas, Nevada, about 1055. 
 
In a telephone interview with the NTSB 
investigator-in-charge, the pilot reported that 
while on final approach to Runway 22 he 
observed three green lights on the landing 
gear annunciator panel, indicating that all 
three landing gear were in the down and 
locked position. The pilot stated that after 
touching down the airplane remained straight, 
but after the nose landing gear contacted the 
runway he felt it beginning to retract, followed 
by the aircraft veering to the left. The airplane 
subsequently went off the left side of the runway, 
impacted a snow bank, and spun around to 
the right. The aircraft came to rest in an upright 
position oriented on a westerly heading.  
 
The initial examination of the aircraft conducted 
by a Federal Aviat ion Administrat ion 
airworthiness inspector and a representative 
from The New Piper Aircraft Company, 
revealed that the airplane had sustained 
minor damage. Additionally, it was reported 
that the nose landing gear actuator bolt 
was missing. After searching the area 
where the airplane had come to rest both 
ends of the bolt were recoverd, while the 
mid-section of the bolt was not located.

NTSB Identification: DFW07CA059.  
The docket is stored in the Docket 
Management System (DMS). Please contact 
Records Management Division  
14 CFR Part 91: General Aviation 
Accident occurred Sunday, January 28, 
2007 in Madison, MS 
Aircraft: Piper PA-46-310P, registration: 
N6914T 
Injuries: 1 Uninjured.

While in cruise flight at 23,000 feet mean sea 
level, the 2,597-hours pilot reported that he 
heard a “medium loud pop” about one hour 
into the flight and noted an immediate drop 
in manifold pressure to approximately 15-

inches. The pilot added that he thought the 
turbocharger had failed and that the engine 
would return to normal power when the airplane 
descended to an altitude below 10,000 feet. 
However, engine power never returned and 
the pilot elected to execute a forced landing 
to a muddy pasture. Two safety inspectors 
from the Federal Aviation Administration 
(FAA) performed an on-scene examination 
of the airplane and the engine. According 
to an inspector, the pilot landed in a muddy 
pasture and the airplane sustained substantial 
damage to the fuselage, engine fire wall, and 
landing gear. Examination of the engine, the 
accessories, and the fuel system revealed no 
mechanical deficiencies. When the airplane 
was recovered, approximately 90 gallons of 
blue colored aviation fuel was drained from 
both wing tanks and their respective collector/
sump tanks, which were located at the root of 
each wing. Approximately one-quart of water 
was drained from both the left and right wing.

NTSB Identification: ANC07CA017 
14 CFR Part 91: General Aviation 
Accident occurred Wednesday, January 31, 
   2007 in Vero Beach, FL 
Aircraft: Piper PA-46-500TP
Registration: N760C 
Injuries: 3 Uninjured.

The pr ivate cer t i f icated pi lot /owner, 
accompanied by a certificated flight instructor 
and a passenger, departed on a Title 14, 
CFR Part 91 local area instructional flight in 
a new, high performance airplane. As part of 
the purchase of the airplane, the instructor 
was providing transition training into the new 
airplane to the pilot/owner and the passenger. 
As the pilot was maneuvering the airplane in 
simulated instrument conditions, the left wing 
of the airplane was struck by a large bird. 
The collision resulted in structural damage 
to the wing and a fuel leak when the left 
wing fuel tank was ruptured. An emergency 
landing was made at the departure airport.

Accident Summary
All of our accidents happened in the month of 
January. There were no accidents recorded 
in February or March to date (April 1, 2007). 
The first two accidents involved nose gear 
steering problems on landing in the PA-
46-500TP. I have mentioned this before as 
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a recurring problem in the Meridian. I also think we should 
explore the possible “cause” of these accidents, possibly 
with John Mariani as the lead investigator. Is this a design 
problem or a maintenance problem or both?  I plan to 
present this problem at our Board meeting in two weeks. 
The third accident involved “substantial damage” in a forced 
landing after an engine failure. I compliment the pilot for a 
successful off airport landing.  Uninjured! That being said, 
he was cruising at FL230 when he encountered his engine 
problem (reduced power). I suspect that many suitable 
airports were within gliding range. Remember, we should get 
a glide distance of 2.0 to 2.5 miles per 1000 ft.  So at FL 230 
his glide range should have been at least 46 miles (23 x 2). 
This calculation is not rocket science. Two times your altitude 
above the ground gives you your glide range, assuming your 
airplane is clean with no flaps, no gear, and prop set to high 
pitch (prop handle toward you).  The second concern in this 
accident is possible fuel contamination: why were two quarts 
of water in the sumps? Was this the cause of the engine 
failure?  I point all this out as a learning experience for all of us.

The fourth accident involved a bird strike, which was 
serious enough to damage the wing and cause a fuel 
leak. I wonder what species of bird? I guess if a bird can 
bring down a B-1 bomber, a Meridian can also suffer 
the same fate. At least, the passengers were uninjured.  

Again, in this quarter, there were no fatalities or injuries. Three 
reported accidents were in the Meridian and one in the original Malibu.
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by Doug Pendleton

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

Meridian!

Potential customers looking for a turbine 
PA46 often believe that the Meridian is simply 
a Mirage with a turbine engine installed. 
Buyers are therefore typically surprised when 
they learn that the airframe of the Meridian 
is about 80% different when compared 
to any Mirage built in 1998 or before.

Family Resemblance
Yes, the airplanes present a remarkable 
family resemblance aesthetically, and they 
do share the same basic pressure vessel, 
but the airframes are actually quite different. 
Most people familiar with the PA-46 family are 
aware that Piper engineers determined early 
on that a stronger wing spar was required for 
the Meridian design and powerplant. Also 
well known is the fact that the tail is about 
37% larger on the Meridian. The reasons 
for this are many, but benefits include a 
dramatically wider CG envelope, significantly 
enhanced pitch stability in the flight levels, plus 
extremely effective pitch control at slow speed. 

Spin Zone
Piper also learned much during the initial test 
phase of the prototype aircraft. Extensive spin 
testing was conducted using N400PT (the 
first Meridian prototype), which was spun 
an amazing 491 times. While the new wing 
essentially performed as expected, a number 
of structural issues were identified during spin 
testing and fuel slosh testing that collectively 
required the addition of structural doublers in 
the rudder, and beefed up ribs and stringers 
in the wings.  These items were incorporated 
into the airplane’s final design. Some of the 
Meridian components have subsequently 
been incorporated into later model Mirages 
for manufacturing efficiency, but many current 
production components remain unique to the 
Meridian. For example, much of what I just 
mentioned, such as the wing ribs, stringers, 
and even such things as the aileron attach 
points are not found elsewhere on the PA46 line.

Now, I can appreciate that spinning a PA-46 
is probably the last thing any of us would 
intend to do, but just how many of us are truly 
prepared to recover safely from an unexpected 
and unintentional unusual attitude? While I 
have certainly encountered several PA-46 
owners who are “flying junkies” like me, I 
have also observed that many owners buy 
the Meridian in particular for the aircraft’s 

unique combination of speed, payload, 
and operating costs. In fact, I am writing 
an upcoming article elaborating on these 
very qualities, so stay tuned. But moving 
back to the current topic, let’s continue to 
discuss both the aircraft’s excellent structural 
integrity, and how Meridian pilots can be 
better prepared to handle unplanned upsets.

Stressed Out
While we are all familiar with the idea that the 
potential for exceeding an airframe’s ultimate 
load factor increases dramatically with speed, 
what are practical techniques for maintaining 
an acceptable safety margin? In other words, 
if an unusual attitude or potentially high stress 
condition is encountered, how do we protect 
the aircraft from the potential of over-stress? 
In my opinion, the single most important issue 
is speed, and controlling speed is an area 
in which turboprop aircraft simply have an 
unfair advantage over their piston brothers. 
Let me cite a recent trip as an example.

I traveled to Knoxville Tennessee this past 
December to meet a client for a Meridian 
demonstration. A strong dry frontal system was 
moving through the area that day. Winds aloft 
were unusually strong out of the northwest, 
with velocities reaching nearly 80 knots down 
as low as 10,000 feet. Being an old Tennessee 
boy myself, I am quite familiar with the effects 
of high winds blowing through the mountains, 
including the formation of rotors and mountain 
waves. Flying up from Atlanta, approaching 
from the leeward side of the Smoky Mountains, 
we certainly had the potential for encountering 
severe conditions. I therefore filed for sufficient 
altitude to arrive above any areas of turbulence. 

Above the Waves
The demonstration went well, and within a few 
hours I was ready to head back to Atlanta. I 
filed for one-six-thousand for the relatively 
short trip back over the mountains. ATC 
almost always gives me the AWSON ONE 
ARRIVAL when coming in from Knoxville. 
That procedure takes me right across the 
heart of the Smoky Mountains. With the 
wind howling from the northwest, I needed 
to reach altitude quickly in order to be well 
above the waves and rotors that were certain 
to be present lower down. The Knoxville 
McGhee Tyson airport is located near the 
foothills, and the terrain rapidly rises several 

thousand feet in just a few nautical miles. In 
fact, many piston powered aircraft struggle 
to reach the IFR minimum altitude of 9000 
feet when departing Knoxville to the south. 

The initial phase of the return flight was 
proceeding uneventfully as planned, but 
in my descent ATC assigned me a lower 
altitude a little sooner than I had expected. 
While I had progressed a reasonable distance 
to the south of the terrain by this time, 
some diminishing concern for turbulence 
remained. But nothing registered as safety 
risk. I saw a scattered cloud layer with the 
tops just about 9,000 feet as I descended 
to my newly assigned altitude of 8,000.

Then Suddenly…
As I approached one of the cloud layers, I was 
confronted with an image I am thankful to have 
seen in advance, but just the same would hope 
to witness never again. There in front of me 
was a surreal picture of a giant wave, just like 
water breaking onto a beach. The bizarre part 
of my perspective was that I was approaching 
just behind and beneath this wave; my aircraft 
had become a giant surfboard in the sky. My 
immediate reaction was, “My Lord!” The sky 
directly in front of me was literally peeling back 
in rotation as I approached the mountain wave 
with no option except penetration. Actually, I 
was still in smooth air as the reverse rotation 
was about to swallow me up from above and 
behind at the same time. The one option that 
I did have was to slow the plane down ASAP. 
Thank goodness I was flying a turboprop! I 
pulled the power back to flight idle, and the 
“disc effect” created from the big propeller 
dropped the plane’s speed down just as I hit 
this aberration of nature. The next few seconds 
were exciting to say the least. I had also 
intended to put the gear down, but my head 
was slammed into the ceiling so hard that all I 
could do was hold on and just keep the wings 
as level as possible. The plane first acted as 
if I had been swatted down from the sky (well 
below my assigned altitude), only to encounter 
next an incredible updraft that crushed me into 
my seat as I encountered the opposite rotation. 
About this time ATC called to fuss about my 
altitude. I advised the controller that I was in 
severe turbulence, and that he best assign me 
a block altitude. The controller immediately 
cut me some slack, and began advising 
other aircraft of deviations for the arrival.
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Impressive Performance
I never cease to be amazed and impressed 
with how quickly you can reduce the speed of 
a turboprop aircraft. The consequences could 
have been catastrophic had I not been able 
to slow the plane below maneuvering speed 
in such a short time and avoid the potential 
for airframe damage. Once the wave spit me 
out from the leading edge, my next challenge 
was to get some thrust restored before I lost 
too much airspeed and ran the risk of flirting 
with a stall. Here again is a benefit of the 
Meridian’s performance. The Piper engineers 
designed the engine in the Meridian to idle 
at about 65% power. Now I am sure this was 
set for other reasons as well, and there are 
some downsides as with any engineering 
decision, but one clear benefit is dramatically 
reducing the notorious “power-lag” from a 
turbine engine after the power has spooled 
down to low idle. Even here, though, the 
power response is not instantaneous. While 
the engine is already capable of producing 
power after a zero torque condition, the 
propeller still takes a moment to move back 
into a pitch range capable of generating thrust. 
In any case, all I had to do after pulling the 
power lever back to slow the plane down was 
simply to push the throttle forward to speed 
her back up again. Oh how I love this airplane! 

Inversion Layer
I was fortunate in this situation, but what if 
the outcome had been different? What if I 
had become inverted for example? Would 
I have been prepared? Would you? This is 
a potential terror that we all hope never to 
encounter, but does that mean we should 
not be prepared all the same? What if severe 
weather is not to blame, but we simply mush 
our way, uncoordinated, into a turn and spin 
the plane? Are we ready to recover? I have 
a close friend in Atlanta who flies for a major 
airline, and he has never experienced inverted 

flight. Many pilots, even professional pilots like 
my friend, have never seen anything more than 
a 60 degree steep turn to the left and right. That 
leaves 240 degrees of virgin rotational territory 
for exploration, not to mention a huge range of 
unexplored pitch angles. Every flight offers the 
potential to inadvertently encounter this “virgin 
territory.” Would you rather be looking at the 
ground instead of the sky for the first time 
alone or with a qualified instructor on board? 

The Doctor Is In
Aviator Bill Kershner has perhaps best 
captured these concerns about unusual 
attitudes. Bill recently died after battling 
cancer, but his legacy as a truly extraordinary 
pilot and instructor lives on. I had the great 
fortune to have known him personally. I am 
sure that many of you, too, know him as 
well, but perhaps as “The Spin Doctor” of the 
many popular aviation books he authored 
over the years. Bill’s renown is so great 
that his faithful aircraft “Orville,” a Cessna 
152 Aerobat, will soon be on display at the 
Smithsonian Air & Space Museum. I first met 
Bill in Winchester, Tennessee, during a fly-in 
breakfast back in the early nineties. We had 
a mutual friend, Dick Merian, who introduced 
us. Like Bill, Dick had also been a fighter 
pilot, and the two first met while in the military.  

I continued to stay in touch with Bill over the 
years, but probably not as much as I should 
have. I recall he was pleased when I told him 
seven years ago that I had become the sales 
representative for Piper Aircraft in Tennessee. 
Bill always had some entertaining stories 
about his past; his experiences working 
directly with William Piper senior always 
proved most interesting to me. Fortunately, 
great instructors tend to inspire those who can 
take their place, and Bill was no exception. 

Legacy Lives On
Catherine Cavagnaro started working with 
Bill at the Ace Aerobatic School about three 
years ago, slowly taking on more and more 
of the instruction. For the last year or so, Bill 
handled the ground school as Catherine did all 
the flying. Catherine’s plane is a virtual twin of 
“Orville,” appropriately named “Wilbur.” While 
many aerobatic schools teach in “stick and 
rudder” tail-wheel airplanes, like my American 
Champion Adventure, Bill and Catherine 
prefer an aerobatic platform in which the 
student can feel more comfortable by sitting 
beside the instructor. Having the familiar 
yoke to control the plane is a big help, too.

In addition to being an accomplished aerobatic 
pilot, Catherine could also be accurately 
described literally as a “Spin Doctor” as she 
holds a Ph.D. in mathematics. A popular video 
of her spinning “Wilbur” an incredible 61 
turns in one descent has been widely viewed. 

Great News
Now here is the great news: each of you 
can fly to Sewanee Tennessee to meet and 
fly with Catherine personally. What a unique 
opportunity to learn basic upset recovery, 
or to take a full blown course in aerobatics, 
from a special young woman with credentials 
second to none in her area of expertise. 
From the detailed ground school, to the 
confidence building experience of exploring 
that additional 240 degrees of sky, I cannot 
over-emphasize the importance of investing 
time to develop this valuable skill. I must 
warn you however, this stuff can be addictive. 

Why wait until you may need the skills for 
real? You can contact Catherine at the Ace 
Aerobatic School via email at catherine@
aceaerobaticschool.com and on the web at 
http://www.aceaerobaticschool.com. You will 
not be disappointed. 
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Issues and Answers
Aviation Rules of Thumb
by Mary Bryant

Mary has been a pilot for over twenty-five years and has instructed in the Malibu since 1988 when she 
worked for the Piper Training Center. Subsequently, she was Eastern Region Sales Director and Malibu 
Mirage demonstration pilot for Piper Aircraft. Mary was also co-founder and owner of Attitudes Interna-
tional, Inc., The New Piper Aircraft’s exclusively approved training school for Malibus, from 1991 – 1998.

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

Although applying rules of thumb too literally 
can be hazardous, such rules can provide 
a quick, commonsense assessment to 
identify times when consulting the aircraft’s 
performance charts becomes imperative 
or when extra caution should be exercised.   
The performance-related rules of thumb may 
be least applicable to our turbine brethren, 
especially regarding landing distances when 
aggressive application of reverse is employed.

Following are an assortment of rules of thumb 
collected over the years from a variety of 
sources.  Remember, only your POH can give 
you specific guidance for a given situation.

Questions 
1. When the wind is 30 degrees to the 

runway, how much is the crosswind 
component?  At 45 degrees to the 
runway?  At 60 degrees to the runway?

 a. 25% of the wind velocity
 b. 33%
 c. 50%
 d. 67%
 e. 100%

2. When winds are gusty, approach speed 
should be increased how much?

 a. 10 knots
 b. 12% of normal approach speed
 c. half of the gust factor
 d. 100% of the gust factor

3. The speed at which an aircraft begins 
to hydroplane can be determined by 
calculating:

 a. Square root of the tire pressure 
multiplied by nine

 b. 50% of normal landing speed
 c. 60% of normal landing speed
 d. Square root of normal approach 

speed plus tire pressure

4. Normal landing approach speed 
usually:

 a. increases with the addition of flaps
 b. decreases with airframe ice
 c. is constant regardless of winds
 d. is 1.3 times the landing 

configuration stalling speed

5. A 10% increase in aircraft weight 

increases take-off distance over a 50 
foot obstacle by what percent?  How 
much is landing distance from 50 feet 
increased?

 a. 5%
 b. 10% 
 c. 15%
 d. 20%
 e. 25%

6. A 20% increase in landing weight 
requires approximately what percent 
increase in landing speed?

 a. 5%
 b. 10%
 c. 15%
 d. 20%

7. A 10% excess in landing speed would 
cause what percent increase in landing 
distance?

 a. 5%
 b. 10%
 c. 15%
 d. 20%
 e. 30%

8. An increase of 1,000 feet in airport 
elevation increases take-off distance 
from 50 feet by what percent?  How 
much is landing distance from 50 feet 
increased?

 a. 5%
 b. 10%
 c. 15%
 d. 20%
 e. 25%

9. An increase of 10 degrees C in ambient 
temperature increases take-off distance 
to 50 feet by what percent? How 
much is landing distance from 50 feet 
increased?

 a. 5%
 b. 10%
 c. 15%
 d. 20%
 e. 25%

10. Landing on grass increases take-off 
distance to 50 feet by what percent?  
How much is landing distance from 50 
feet increased?

 a. 10%
 b. 20%
 c. 30%
 d. 40%
 e. 50%

11. A 2% uphill slope will increase takeoff 
distance to 50 feet by what percent?  A 
2% downhill slope will increase landing 
distance from 50 feet by what percent?

 a. 10%
 b. 20%
 c. 30%
 d. 40%

12. A 10 knot headwind will decrease 
landing distance by what percent?  
How much is landing distance with a 10 
knot tailwind increased?

 a. 10%
 b. 20%
 c. 30%
 d. 40%
 
13. Watch for thunderstorm development
 a. when temperature and dew 
  point converge
 b. in the summer months
 c. in the mid-western states
 d. when the drop in temperature 
  approaches 3 degrees C per 
  1,000 ft of altitude

14.  When flying from an area of high 
pressure or temperature to an area 
of lower pressure or temperature, the 
altimeter indicates _________than actual 
altitude if it has not been reset.

 a. higher   
 b. lower
 c. the same
 d. depends on the elevation

15. During the warmer part of the day, 
the base of cumulus clouds can be 
estimated by

 a. adding 2,000 feet to the 
  forecast ceiling
 b. subtracting 2,000 feet to the 
  freezing level
 c. 4.5 times the lapse rate
 d. dividing the temperature/dew point 
  spread by 4 degrees F or 2.2 
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  degrees Centigrade

16. The freezing level at a given airport 
location can be estimated by:

 a. adding 2000 feet to the 
  forecast ceiling
 b. multiplying 4.5 times the lapse rate 
  adjusted for airport altitude
 c. dividing the temperature by 2.0 
  degrees C and adjusting for airport 
  altitude
 d. taking one half of the difference in 
  temperature/dew point

17. Generally, stratus clouds produce 
___________ ice that is a relatively 
___________ layer compared to the 
____________  layer of _____________ 
ice produced by cumuliform clouds.

 a. rime
 b. clear
 c. mixed
 d. thicker
 e. thinner

18. A cold front may be likely to become a 
stationary front if winds behind it are:

 a. strong
 b. from the west
 c. from the south
 d. from the northeast

Again, all of the above are very general rules 
of thumb and may not apply to your aircraft 
or situation.  Any deviation from normal 
operating techniques is likely to result in 
increased take-off and landing distances.  
POH charts often present “best case” and are 
achieved with new aircraft flown by test pilots. 
Personally, I would increase distances at least 
a third when conditions are questionable.

Answers
1. b. 33% of the wind velocity at 30 

degrees to the runway, c. 50% at 45 
degrees, d. 2/3 of the velocity at a 60 
degree angle and 100 percent at 90 
degrees.

2. c. half of the gust factor.  So if winds 
are 33015G25 add 5 knots to approach 
speed.

3. a.  Therefore, an aircraft with a tire 
pressure of 55 p.s.i. would start to 
hydroplane about 66 knots.  With 
standing water on the runway, 
aerodynamic braking will then be the 
primary means of stopping above this 
speed. 

4. d.  This also provides evidence 
of the need to increase landing 
approach speed if less than full flaps 
are deployed since this would also 
increase the stall speed of the aircraft.   
Gusting winds and/or the possibility 
of wind shear also results in the 
need to increase landing approach 
speed to ensure adequate airspeed 
is maintained should shifting winds 
rapidly decrease the aircraft’s indicated 
airspeed. Although additional airspeed 
my be prudent when experiencing 
these conditions, too much speed 
can result in difficult ground handling, 
exceeding tire speed limits and, of 
course, longer landing distances.

5. d. 20% and b. 10%.  Increased gross 
weight requires greater speed to 
support the airplane at the landing 
angle of attach and lift coefficient.

6. b.  10%

7. d.  20%.  Per The Flight Training 
Handbook excess speed places a 
greater working load on the brakes 

cont. page 34 
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Issues and Answers
(continued)

because of the additional energy to 
be dissipated.  The additional speed 
can also cause increased drag and lift 
in the normal ground attitude and the 
increased lift will reduce the normal 
force on the braking surfaces.  The 
deceleration during this range of speed 
immediately after touchdown may suffer 
and it will be more likely that a tire can 
be blown out from braking at this point. 

8. b. 10% and a. 5%

9. b. 10% and a. 20%

10.  b., c., d.  Grass can increase take-off 
or landing distances by 40% or more 
depending on whether it is long or 
short grass, wet or dry, etc. Soft ground 
or snow can add 25% or more. Some 
PA-46s are only approved for take-
off and landing on paved runways.  
Clearly, caution should be exercised 
when considering landing on grass, soft 
ground or snow even with aircraft which 
do not have this restriction.

11.  a. 10% for both take-off and landing.  
The effect of both slope and grass 
would be even greater on ground run/
roll.

12. a. and d.  A tailwind is vastly more 
treacherous than a headwind is helpful 
and will more dramatically increase 
take-off and landing distances than an 
equivalent headwind will reduce them.

13. d. Lapse rate is an indication of 
instability in the atmosphere.  When 
climbing out, compare the actual 
temperature to the temperature forecast 
provided with winds aloft to assess 
the forecaster’s basis for his forecast.  
Colder than forecast temperatures aloft 
indicate the air is more unstable than 
expected and therefore more likely to 
result in thunderstorms.  In some areas, 
a high lapse rate is more apt to occur in 
the summer.

14. a.  From high to low, look out below.

15. d. Dividing the difference in 
temperature/dew point spread by 4 
degrees F or 2.2 degrees C since 
temperature and dew point converge at 
about these rates.

16. c.  For instance, if the temperature at 
an airport with a 1,000 ft elevation is 15 
degrees C, the freezing level would be 
estimated to be about  8,500 feet.  (15 
degrees C divided by 2 degree average 
lapse rate = 7,500 AGL  plus 1,000 feet 
or 8,500 MSL)

17. a., e., d., b.  Stratus clouds generally 
produce relatively thin bands of rime 
ice while cumuliform clouds produce 
thicker bands of clear (or mixed) ice

18. d.  If the wind behind a cold front 
isn’t approximately perpendicular 
to the front, the front may become 
stationary and even possibly return as 
a warm front in a few days.  Northeast 
winds especially seem to result in this 
phenomenon.  Stationary warm fronts 
often result in poor visibility and low 
ceilings.
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by Kevin Mead

Kevin is an IA who has specialized in Malibu/Mirage maintenance for most of his 20 plus 
years in general aviation. He is a licensed private pilot with a multi-engine rating. 

In 1998, Kevin formed his own business, Mead Aircraft Services, which he runs from a small 
farm in Inman, Kansas. He will continue to provide support for the Malibu/Mirage fleet in  
the U.S. and abroad.

Malibu Maintenance
The Nose Knows

Recently, I have noticed a marked increase 
in the number of nosegear-related hotline 
calls. Everything from queries about dripping 
fluid to reports of nosegear collapses 
have come my way. So I will devote my 
article to the maintenance of this delicate 
but hard-working part of the airplane. 

As with most system woes, many nosegear 
problems can be avoided simply through 
periodic inspection and preventat ive 
maintenance. I will outline these procedures 
by starting with the point at which the nosegear 
actuator attaches to the engine mount, and 
then work down along the gear to the tire.

Emotional Attachment
The point at which the nosegear attaches to 
the engine mount merits special attention. Our 
editor can attest to this fact, as can anybody 
else who has experienced a nosegear 
collapse or had to pay for an engine mount 
replacement. Many engine mount cracks are 
difficult to avoid, being attributable to weak 
design, hard landings, or careless ground 
handling. But some preventative measures 
are under our direct control. Anytime the 
cowling is off, or at least every 100 hrs, the 
tightness of the forward and aft actuator attach 
hardware should be checked. Bolts left loose 
long enough can elongate holes. Even worse, 
the aft bolt, which has no safety provision, can 
actually fall out if not kept tight. Care should 
be taken even with the forward bolt, which 
should be secured with .040 safety wire. 

Free Play
“Nose steering freeplay excessive” has to be 
the squawk I write most frequently. Through 
normal wear and tear, the steering bellcrank 
gradually loses contact with the steering rollers. 
Responsive steering depends on regular 
adjustment of the clearance between these 
two parts. Expect to have freeplay corrected 
at least at every annual and possibly more 
often. Also make sure that after adjustments 
are made, the nose wheel is absolutely straight 
when the rudder pedals are in neutral position.  

Actuator Actually
The next component in the system is the 
nosegear actuator. Given the abuse that the 
actuator endures, nobody should be surprised 
that the part is prone to all kinds of leaks 
and malfunctions. The internal downlock 
mechanism in the actuator absorbs all the 

impact of landing, as well as the sudden 
jerks of towing. I believe this part should 
receive special attention, especially as your 
airplane ages. Rebuilding or replacing the 
nosegear actuator is expensive, but is cheap 
insurance against a nosegear collapse. 
Somewhere around 2500 to 3000 hours, or 
at engine change, I highly recommend that 
you have this actuator refreshed. Why rebuild 
your engine and overhaul your propeller, 
then trust a fatigued part to hold them both 
up? That approach makes little sense. 

Trunnion Trouble
The trunnion comes next in our nosegear 
review. Periodic inspection of the nose trunnion 
pivot point bearings is imperative. These 
bearings are the point at which the nose 
trunnion pivots on the engine mount to go 
up or down. Left loose, they may eventually 
break, interfering with gear extension. 

At some point in the life of every PA46 the nose 
trunnion or its internal tube is likely to require 
some attention. The most common reason to 
replace or repair your nose trunnion or inner 
strut tube is over-steering. Usually, careless 
or ignorant ground handling is responsible. 
To help prevent this, make sure your steering 
limits placards are in place and readable. Also, 
to the extent possible, watch the plane during 
any ground handling, and note the condition 
before and after moving. If a minor oversteer 
happens, resulting in a bent trunnion ear or a 
sheared stop on the tube, the trunnion and/or 
tube should eventually be repaired or replaced. 
If a severe oversteer occurs, the steering 
bellcrank and rollers could be damaged. 
Have these parts checked out before further 
flight if you suspect a severe over-steer. 

Maintaining proper extension of the nose 
strut, details of which can be found in the 
PA46 maintenance manual, can also prevent 
damage. Maintaining proper extension 
is particularly critical with the JetProp, 
and should be checked regularly. If you 
ever watched someone else run up your 
JetProp, you were likely shocked by the 
frighteningly small clearance between the 
propeller blades and ground. Adequate strut 
extension prevents the blades from actually 
making contact. In fact, in my shop, we 
use a special brace on the strut during high 
power run-ups to prevent propeller damage. 

Boot Clamp
This is a good time to insert comments on the 
nose steering boot clamps and the nosegear 
door sequence valve, two other problematic 
parts that do not fit neatly into the nosegear 
chain. Steering boot clamps were found on 
all Mirages prior to 1995, but thereafter the 
factory abruptly stopped installing them. The 
clamps were still pictured in drawings in the 
parts book, and Piper pays warranty claims 
for installing them on new planes; I am unsure 
why the clamps are now left off in production. 
I always install the clamps because their 
absence can cause noticeable pressurization 
leaks, and the hoses can actually blow off. 

Bad Timing
Clamps represent a relatively minor problem 
compared to a nosegear door sequence 
valve failure. Sequence valve problems can 
cause the nosegear doors to close before the 
nosegear is completely stowed in the well. 
This is obviously hard on the gear doors, and 
may eventually cause the gear to “hang up” 
in the doors. Unfortunately, valve problems 
can be intermittent. I have seen cases in my 
own shop where we cycled the gear 10 times 
in a row with no malfunction, only to have the 
doors close prematurely on the 11th retraction. 

Always look your gear doors over as part of 
your pre-flight. If you ever see a small dent in 
the lower portion of the LH nosegear door, or 
if you find your landing light has been forced 
out of position, you may have a valve problem. 
If the problem is more severe, you may actually 
see a large fold in the door. In either case, 
have the sequence valve checked. If you 
notice significant leakage from the sequence 
valve, stop flying until the unit can be checked. 
It is not unheard of for these to run out of 
hydraulic fluid if a leak is ignored. The valve 
can readily be replaced or, in some cases, 
resealed. Note, however, that the Meridian, 
and later Mirages with Frisbee system 
installed, cannot yet be resealed in the field. 

Bad Month
The gear retract ion problems I have 
discussed so far can ruin your day, but 
gear extension woes have the potential to 
ruin your next several months. So at this 
point I would like to insert some information 
about emergency nosegear operations. 

Every time gear retraction checks are 
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performed, have the emergency gear extension 
tested. Getting your nosegear to free-fall 
reliably depends upon the condition of the 
nosegear downspring and the mechanisms 
that telescope inside the spring. If the spring 
is compressed or old, the poor guy may not 
perform when needed most. I replace this 
spring on every plane at every inspection. 
The current list price is $22.87, which makes 
this nearly the cheapest part on the PA46. The 
downspring mechanisms are considerably 
more expensive, but need to be intact. Piper 
Service Bulletin 1087b calls for inspection 
and replacement of the earlier generation 
mechanisms, which were prone to cracking 
and breaking, with beefier ones. I know of 
cases where a broken mechanism caused 
the nosegear to bind up upon attempted 
extension. The new style mechanisms are 
vastly stronger than the older ones, so I 
recommend compliance with this bulletin.

Never Tire of Tires
The next part in our nosegear assembly is the 
nose tire. These seldom cause problems, but 
care should be taken to ensure proper inflation 
and the correct ply rating. The PA46-310P and 
the PA46-350P both require a 500x5, 6-ply 
tire inflated to 45 and 50 PSI    respectively. 
The JetProp uses a different tire that can be 
difficult to obtain; I have had professional 

tire salesmen insist that this tire size does 
not even exist. But be persistent. The tires 
obviously do exist, and can be ordered, and 
their inflation pressures are clearly stated in 
the JetProp manual as 47 PSI. The Meridian 
nose tire, too, has not always been a simple 
affair. In the Meridian’s early years, a 500x5, 
6-ply nose tire was used, but later was 
changed to an 8-ply tire, without any fanfare. 
This has caused some awkward confusion for 
maintenance personnel, since the parts books 
still listed a 6-ply tire long after the factory 
began installing the 8-ply. Furthermore, to this 
day, many flight manuals still call for a 6-ply 
tire. Recent parts books have begun listing 
8-ply tires; I now consider this source to be 
authoritative over a POH that calls for a 6-ply. 
The Meridian tire should be inflated to 70 PSI.
 

Take a Brake
The final component in the nosegear chain 
I would like to discuss is the nose wheel 
brake. I receive many calls from pilots who 
report a rattling noise heard after putting the 
gear up. This is usually caused by a sticking 
nosegear brake, and can be eliminated by 
lubrication. Special care should be taken 
with the JetProp, which has a larger nose 
tire. If the bolt is ignored, the brake bolt can 
bend, preventing the gear from fully retracting 
and the nosegear doors from closing.
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by Phil Rosenbaum

Hot to Trot

We have all heard of the fabled Hot Section 
Inspection (HSI), but how many of us really 
understand this Sword of Damocles hanging 
precariously over the future operations of 
our turbine airplane? I recently went through 
the process, and thought that by sharing my 
story others might learn from my experience. 
While my story relates specifically to the PC12, 
I believe the lessons learned should apply 
broadly to any aircraft flying behind a PT6A.

Trend versus Time
I first learned that with my powerplant, the 
HSI is to be performed between 1750 to 2000 
hours total time on the engine. An exception 
to this rule is made if the engine is on a trend 
monitoring program authorized by Pratt, in 
which case the HSI can be performed “on 
condition.” Rather than having a mandated 
time, “on condition” means you can delay the 
HSI until the trend monitoring indicates some 
definitive reason to perform the inspection.

I next learned that many paths are available 
to complete the HSI. The most common, and 
the one with which most of us are familiar 
and probably most comfortable, is to go to 
our Service Center and say, “I think the time 
for my HSI has arrived.” A variation of that 
would be for your Service Center Manager 
to come to you with the grim reminder. 

As my total time approached 1800 hours, I 
was teetering between going “on condition” 
with trend monitoring or just getting the HSI 
done. I decided on the latter for one simple 
reason: if I waited until trend monitoring 
indicated a condition that required an HSI, 
the inspection would likely involve a repair 
to engine damage that caused the change 
in performance trends. This sounded 
potentially expensive, so I took the preventive 
maintenance route, performing the HSI as 
recommended rather than pushing the limit.

Basic Terminology
So what exactly do we mean by a Hot Section 
Inspection? To answer that basic question, we 
need to review our engine just a bit. Returning 
to our initial training at SimCom or Flight 
Safety, we know that the PT6A is a reverse flow 
free turbine engine. That means the flow of air, 
fuel, and power is reversed (i.e. it flows rear 
to front), and no direct mechanical connection 
exists between the rear (compressor) 
section and the front (power) section. 
The way power is generated is as follows:

1) The f irst section (rear part of the 

motor) is a Compressor Turbine (CT). 
The rotors, with their blades attached, 
spin to compress air and force it to flow 
forward into the next section of the motor.

2) The next section (middle of the motor) 
is where fuel is mixed in and ignited to 
cause a hot fire (remember those ITT’s 
in the 700 degree centigrade range); 
this is therefore called the “hot section.”

3) The burning in the hot section causes a 
release of energy from the fuel in the form of 
exhaust gases. The gases exit the hot section 
and flow forward over the rotors and their 
attached blades in the Power Turbine (PT) 
section, causing them to spin extraordinarily 
fast.  This spinning motion is geared 
down, and ultimately spins the propeller.

The hot section of the motor houses two 
turbines, each facing the other, spinning 
at speeds somewhat faster than 30,000 
RPM, in a chamber that contains a raging 
fire at over 700 degrees Centigrade. As you 
might imagine, if stuff goes wrong the result 
could be catastrophic. Because of that, the 
manufacturer has determined that prudence 
dictates a look inside every now and then to 
check on the condition of components and 
materials. As we cannot look inside when the 
motor is running, the next best thing is to take 
the motor apart and derive some opinions 
about the engine’s operating condition from 
this educated inspection. And that is the 
Hot Section Inspection. Note that we do not 
call these Hot Section Repairs or the Hot 
Section Overhauls. This is an Inspection.

Options
I worked with several different sources to get 
bids for performing the HSI. As expected, 
each shop used different nomenclature 
and structured the bid differently, making 
apples-to-apples comparisons difficult. This 
lack of uniformity created a dilemma for an 
uninformed consumer, as I was. Even though 
I have been flying my PC12 for 7 years, this 
is my first turbine, and certainly my first HSI. 
Everyone apparently wanted to create the 
expectation that the HSI could cost about 
$20,000 at a minimum, but with the potential 
for a much higher cost if extraordinary 
damage was discovered. I will reveal later 
where I ultimately went for the inspection. 
For now, let’s run through the HSI itself.

Getting Started
We started by taking the plane to a remote 

section of the airport for a ground run to 
collect the “before” data. The parameters 
we recorded included local ambient air 
conditions and performance data (TQ, NG, 
NP, FF, ITT) taken at four power settings: TQ 
at 42psi, 37psi, 27psi, and 22psi. Then we 
taxied back to the hangar to remove the fuel 
nozzles, sending them off to the inspection 
shop for a flow check, as required as part 
of the HSI. We let the engine cool down 
over night before moving to the next phase.

The first step in an HSI is to de-rig the motor, 
allowing the engine to be separated at what 
is known as the C-flange. A number of flanges 
are used to bolt together the major sections of 
the motor; the 3rd flange back from the front 
is the C- flange, not to be confused with the 
“A” or “B” flanges of course (Figs. 1 & 2). This 
effort of de-rigging, removing the C-flange 
bolts, and removing the fuel nozzles takes 
about 3-4 man hours. The motor is now ready 
to be separated at the C-flange, which exposes 
the hot section. This separation leaves the CT 
section still attached to the rear of the motor 
(Fig. 3), which remains attached to the motor 
mounts on the airplane. The PT (Fig. 4), along 
with the prop, remains attached to the front 
of the motor, hanging on a lift. The removed 
fuel nozzles are sent to a facility to be cleaned 
(Fig. 5), inspected, flow checked, and blessed 
as working appropriately for reinstallation.

The Inspection
At this point the actual Hot Section Inspection 
is ready to commence. How we proceed from 
here depends on who is doing the inspection, 
and where. In my case, I flew my plane to TYS 
(Knoxville, TN). About 5 miles from the airport 
is Marysville, TN, home of Standard Aero 
Inc.’s PT6 overhaul shop. I decided to come 
to Marysville based on a number of factors, 
which I will discuss later in the article. Hey, I’m 
trying to keep you in suspense. Two extremely 
capable Field Service Representatives (and 
good guys), Steve Mason and Jeff Braun, 
attended to my Inspection. Once the two 
had the hot section exposed, they performed 
a thorough set of inspection tasks. This 
included removing the turbine rotors, with their 
blades intact, in order to do a careful visual 
inspection of all elements and surfaces of the 
rotors/blades. They inspected the housings 
in which the rotors spin, and measured 
blade-to-housing clearances to determine if 
the components were within tolerance limits. 
They used a borescope (if this terminology 
is unfamiliar, ask your mechanic or your 
gastroenterologist) to inspect the backside 
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of the rotors, and behind the CT rotors, to 
look for any signs of damage from FOD, poor 
spray patterns from the fuel nozzles, or any 
other sources. A damaged or blocked fuel 
nozzle can result in a spray pattern of streaks 
or drips, potentially causing hot spots in the 
liner of the hot section; these hot spots can 
eventually cause burning and damage to the 
liner or the rotor blades. Damage components 
would need to be repaired, or if too severely 
effected, replaced (think expensive) .

Once this exercise (opening up and 
inspecting) is completed, the Hot Section 
Inspection is complete; that’s it! Anything 
more from that point on is repair or overhaul 
or shop work, or whatever you want to call it. 

Beyond the HSI
Ultimately, my inspection discovered only 
one issue that needed attention. The shop 
had to grind a slight amount of surface off 
one of the 10 shroud liner segments in the 
CT rotor area inside the hot section. The 
specified clearance tolerances between the 
rotor blades and the shroud liner are between 
0.016” and 0.022”. I had one segment that 
was at a clearance of 0.015” (Fig. 6). The 
technicians were able to grind the segment to 
specification tolerance while still in place on 
the plane. So with that my HSI was complete. 
We were ready to reassemble my engine. 

Reassembly involves reconnecting the 
engine sections at the C-flange, re-installing 
the fuel nozzles (plus, in my case, we 
replaced the igniters), re-rigging all of the 

attachment and controls of the motor, and 
finally running the motor to gather performance 
data to confirm the entire process did not 
compromise the engine. Reassembly time is 
slightly longer than disassembly due to the 
requirement to wire all of the fuel nozzle nuts.

Plan B
Had I not been able to bring my plane to 
TYS, or if I had no local home-field trained 
service rep available to perform a basic HSI 
on site, then the alternative is to remove the 
hot section and ship it, in its entirety, to a 
shop such as Standard Aero. Upon receipt 
of the hot section, they will disassemble the 
section and clean the parts to enable them 
to perform the same inspection as they 
performed in the hangar for me. If all is good, 
the section gets shipped back, and you are 
ready for reassembly, test run, and sign off.
In either case (in your shop, or in theirs), 
if any significant wear, burning, scraping, 
or cracking is found, or any other damage 
discovered during the inspection, you are now 
in a situation of needing repair or replacement. 
The variations of what can go wrong, and 
what remedies are appropriate, is another 
discussion that I am probably not competent 
to present. I can tell you, though, that the 
costs start to grow quickly. Examples: Hot 
Section Shroud Segments (one of which I had 
ground to spec) each cost $900, and there are 
a total of ten. CT Blades (43 of them on the 
CT rotor) are $1200 each. The CT Rotor they 
mount on is a mere $42,000. The Hot Section 
liners (inner and outer) cost $27,000 and 
$60,000, respectively. Of course those are all 

prices for new, outright purchases. Overhauls 
and core values can reduce the actual cost, 
and some of the items (like liners) can 
actually be repaired. Then, add in shop labor.

Bottom Line
So, what is the bottom line? First and 
foremost, I would tell you to run your motor 
according to the power charts provided by 
the manufacturer; at these settings we are 
treating our motors with kid gloves. I was also 
told by the folks doing my inspection that just 
a little prevention can avoid costly damage to 
the engine. Bad fuel nozzles (i.e. an erratic 
fuel spray pattern) can do amazing amounts 
of damage in a short period of time. Bad fuel 
can cause bad flow patterns by clogging 
the nozzles; flow checking is the only way 
to determine if the pattern is good or bad. 
Realistically, a nozzle flow check should only 
cost about $500; add in another $100 and the 
shop will usually have a replacement set ready 
for you for a quick-turn. Cheap insurance…

Other thoughts: sulfidation (deposition of 
material on the rotor blades) can occur from 
running too cool for an extended period. This 
can cause the need for blade or liner repair. 
Operating near salt water or near agricultural 
areas with high chemical content in the air can 
be damaging. Pressure washing the turbine 
section is a good idea; again, cheap insurance.

In the end, the process looks like this:
Acquire pre-inspection 
   performance figures ........................30 mins
Disassemble the engine to 
   access the Hot Section ....... 3-4 man hours 
Perform Fuel Nozzle Flow 
   Check .......................typically around $500
Perform HSI; includes disposables 
   and “kit” ................................ around $2500
Reassemble engine and 
   nozzles ................................ 4-5 man hours
Acquire post-inspection 
   performance figures .......................30 mins

In and Out
In my specific experience, I flew in to TYS on a 
Monday afternoon, arriving around 6:00 p.m. 
I had arranged my arrival with the local team, 
and because they had my motor serial number, 

cont. page 42 
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Hot to Trot
(continued)

they were able to research and prepare for likely 
contingencies. We recorded performance data 
immediately after my arrival, and then returned 
to the hangar for the night. Early the next 
morning, on Tuesday, we removed the fuel 
nozzles so the service shop could have them 
for inspection that morning. At that point the 
engine was disassembled and inspected; one 
segment was ground-down; the engine was 
then re-assembled and re-rigged, awaiting 
the fuel nozzles. The nozzles, which arrived 
late in the day, were installed that evening, by 
choice of the field service representative. The 
next morning (Wednesday) we did the leak 
check and performance run. Before noon I 
was on my way home. As I indicated earlier, 

if pressed for time, I could have had a “swap 
set” of fuel nozzles available so the transit time 
for the nozzles to and from the overhaul shop 
would not be a limiting time factor. By the way, 
on my flight home as I was collecting trend 
data, the motor was running about 5 degrees 
cooler compared to the previous 1800 hours.

If you are sending the hot section to a shop for 
the inspection, or out for repair based on the 
above field inspection, expect some shipping 
charges and repair costs beyond those shown 
above. However, no shop will perform any repair 
or replacement without specific sign-off on that 
item from an authorized agent of the owner. Be 
careful who you authorize with what powers.

Final Thoughts
As in any maintenance situation, you need to 
find and work with providers you trust. As I 
noted, you will encounter considerable variation 
in the overall approach to accomplishing the 
HSI. Some shops will recommend replacing 
anything showing the least bit of wear. “If you 
don’t do it now, you’ll have to do it eventually. 
Do you want to have to pay the cost of splitting 
the engine again”? If you are confronted with 
that logic, run away, fast! Talk with the experts 
who will perform the overhaul work; they will 
provide the best information on what can last 
and what needs replacing. I was able to do the 
HSI without feeling like a lamb amongst wolves 
by having an experienced intermediary work 
for me: he earned no commission for the job 
from the shop and no mark-up on parts sold. 

This magic worker was David Knoblauch, 
founder of Venture Aviation in Greenville SC, 
whom I had met through another member 
of the Pilatus Owners and Pilots Association 
with a similar experience. For a young man, 
David has a long history in aviation. In addition 
to his many type ratings and extensive flight 
experience, he also owns and charters 
turboprops and offers management services 
for turboprop and jet aircraft owners. He led 
me through the process of understanding the 
difference between Hot Section Inspection 
and Hot Section Repair. He also revealed to 
me who makes money on what elements of 
the Inspection, the repairs, and the supporting 
efforts. By carefully analyzing this information, 
we were able to determine a plan of action 
that would assure that I got the service I 
needed from the proper resources at a 
value that was appropriate to all parties. 

The choice of Standard Aero as the shop 
to perform the Inspection (and repairs, had 
any been necessary) was made based 
on a combination of factors. Their close 
proximity to facilities at the airport; their in-
depth working knowledge of the PT6; their 
working relationship with P&WC; the clarity 
and forthright nature of their bid for the 
work; reference input from other users; and 
lastly Knoblauch’s recommendation based 
on his past experience working with them.

I hope when each of you come to the 
dreaded time, you end up enjoying a 
pleasant and educational experience, as I did. 

References:
David Knoblauch
Venture Aviation
david@venture-aviation.com
www.venture-aviation.com
(864) 370-2962

Ron Gilleland
Standard Aero
Regional Sales Manager – Business Aviation
Ron_gilleland@standardaero.ca
www.standardaero.ca
866-241-9750
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Notes From M•MOPA Headquarters 
by Russ Caauwe, Executive Director

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

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

New Members
 Billy Long
 N24WW
 Basalt, CO
Billy has a 550 Malibu. He has over 1000 
hours and holds a Commercial license with 
an instrument rating. He is a Realtor.

 Jim Chamberlain
 N531MA
 Westlake Village, CA
Jim has a Mirage. His company is JHC 
Consulting Inc.

 Hugh Shytle
 N754MA
 Weston, MA
Hugh’s occupation is Real Estate. He has a 
Malibu and has over 1000 hours.

 Gerard Tremblay
 Wilmington, NC
Gerard is an FAA Air Traffic Controller. He 
has over 6000 hours and holds the following 
ratings: ATP, CFI Instrument and Multiengine, 
typed in CE-500 and LR-JET, ATCS

 Dr. Jay Horowitz
 N754 MA
 Yakima, WA 98902
Dr. Horowitz has a 550 Malibu. He has over 
3250 hours and holds a Commercial license 
with Mult, Instrument, and CFII ratings.

 Kenneth Kasunick
 Pittsburg, PA
Kenneth is self employed. His company is 
Kasunick Consulting.

 David T. Thibodeau
 Boston, MA
No information available.
 

 Roger Allmand
 Holdrege, NE
Roger is CEO of Allmand Bros. Inc.

 Peter Glaister
 Milton, New Zealand
Peter is a dairy farmer. He has over 750 
hours. His company is GP&SL Glaister LTd.

 Jim Irvine
 N53PK
 Cincinnati, OH
Jim has a Meridian. His business is 
FlyAshDirect.

 Bruce Harvey
 Saranac, MI
Bruce is self employed. His company is 
DirectBuy. He has over 1000 hours and 
holds a commercial license with Instrument, 
SEL MEL and glider ratings.

 Jimmie Key
 Dallas, TX
Jimmie has over 8300 hours and holds ATP 
and CFII ratings. He is self employed.

 Dave Bennett
 N9257N
 Colorado Springs, CO
Dave lists his occupation as “Pro Pilot/
Insurance. He has over 8000 hours and 
holds the following: SEL-ATP, MEL-ATP, SES, 
A&P, and IA.

 Wallace Baker
 N5329Q
 Redding, CA
Wallace has a Meridian. He has over 9000 
hours and holds an Instrument rating. He is 
a contractor.

 Bill Myers
 Salina, KS
Bill is a Physician. He has over 2400 hours 
and holds a Commercial license with MEL 
and Instrument ratings.

 Gene Schmidt
 Pensacola, FL
Gene is an Engineer. His company is 
Schmidt Dell Associates, Inc. He holds a 
private license with Mult, IFR and Glider 
ratings. He has over 2200 hours.

 Guy Evans
 N379P
 Indio, CA
Guy is a Contractor. He has a Mirage and 
has over 1000 hours.  His ratings are SEL 
and Instrument.

 Cliff Coffman
 N510KC
 Shreveport, LA
Cliff is an MD. He has a Mirage.

 Richard Stevens
 Waterbury, CT
Richard’s company is F & S Oil Co. He has 
over 2100 hours and holds a Private license 
with MEL and Instrument ratings.

 
 Charles Weimer
 N111MK
 Pearl, MS
Charles is an Engineer. He has over 2700 
hours and holds AMEL and Instrument 
ratings. He has a JetProp.
 

 Randal Allen
 N59WF
 Edmond, OK
Randal is CEO of MIDCON. He has a 
Meridain.

 Bob Rasmussen
 N963SB
 Atlanta, GA
Bob has rejoined us after a brief absence.
He has a Mirage.

 Domingo Minutti
 XB-JYN
 San Antonio, TX
Domingo is General Manager for Italian 
Coffee. He has a JetProp.

 Larry Nolan
 Durant, OK
Larry owns Nolan Avionics. He has 
a Commercial license with SEL MEL 
Instrument ratings and is a CFI. 
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 Will Gravlee
 Allen, TX
Will is a Real Estate Investor. His company is 
Gravlee Commercial.

 
 Todd Misemer
 N9133G
 Overland Park, KS

Todd is a General Contractor. He has a 
Malibu. His company is Misemer Building.

 Charles Reeves
 Lake Charles, LA
Charles is a Contractor. His company is 
Reeves Development, LLC.

 Alan Mattioni
 Marlton, NJ
Alan’s company is Airlaw. He is an Attorney.

 Ian Andrews
 ZK-MLB
 Rangiora RD, New Zealand
Ian has a Malibu. He is Company Director of 
Andrews Design Build LTd.

 Michael Burrill Jr.
 Medford, OR
Michael has a Meridian. He is President of 
Burrill Resources.

 David Rampa
 VH-LBE
 Chicago, IL
David is a Business Executive. His company 
is The Business Factory. He has over 800 
hours and lists his ratings as “Command 
Instrument Rating”.

 Kevin Malone
 Traverse City, MI
Kevin lists his occupation as “Pilot” and his 
company is Northwest Airlines.

 Robert Scannell
 Sausalito, CA
Robert’s company is Tradewinds Investment. 
He is an Investment Advisor.

 Robert Luhrs
 Carmel, IN
Roberts is Manager at Salof Refrigeration 
Co., Inc. He has over 3600 hours and holds 
SEL and Instrument ratings.

 Frank Blan Kenbeckler
 Waxahachie, TX
Frank is a Chevrolet-Cadillac dealer.

 Tom Hampton
 N3110T
 Dudley, MO
Tom is a farmer and crop duster. He has a 
Meridian.

 Kris Storkersen
 N664AE
 Temeccula, CA
Kris is a Physician. He has a Mirage and has 
over 2200 hours.

 Scott Devine
 Katonah, NY
Scott’s company is VMware. He has over 
400 hours and holds an Instrument rating.

 Jeff Farstad
 Minot, ND
Jeff’s company is Farstad Oil Inc.

 John Wright
 Orange Park, FL
John has a Meridian. He is a developer.

 Peter Yarrow
 N955SH
 Buntingford, U.K.
Peter is an Investment Director with Fidelity. 
He has a Meridian and has over 1050 hours.

 John Ferrell
 Palo Alto, CA
John is an Attorney. He has over 600 hours 
and holds an Instrument rating.

 Mary Beth Schwaegel
 Scottsdale, AZ
Mary Beth is an Insurance Underwriter for 
AIG Aviation.

 Robert Bloom
 Bloomfield Hills, MI
Robert is an Executive at SSI Technolgy. He 
has a Mirage.

 Mike Costonzo
 Coconut Creek, FL
Mike’s company is US Printing And 
Promotions. He has over 1600 hours and 
holds SEL and Instrument ratings.

 Peter Boeck
 Santa Rosa, CA
Peter is a builder. His company is Redwood 
Development. 

 Doug Moreland
 N46DV
 Mt Pleasant, SC
Doug is a Business Executive. He has a 
JetProp and has over 1500 hours.

 David Klementik
 N997MJ
 Windber, PA
David is a Trial Judge. He has a Mirage and 
has over 3000 hours.

 Robert Poe
 Tulsa, OK
Robert is an Engineer. No other information 
available.

 Jim Query
 McKinney, TX
Jim was a member back in 2003 and has 
now rejoined us. Welcome back Jim.

 Norm Armour
 N190RW
 Austin, TX
Norm has a Mirage. He has over 1800 hours 
and holds a Private license with Instrument 
and Sea ratings. 

 Rob McDonald
 Bratislava, Slovakia
Rob is Director of G4S. He is our first 
member from Slovakia.

 Andreas Thut
 Widen, Switzerland
Andreas is a Consultant. He has over 2200 
hours and holds CP/IR ratings.

 Jameson McJunkin
 Menlo Park, CA
Jameson is an Investor. His company is 
Madrone Capital Prtners.

 Les Filler
 Emerald Hills, CA
Les is Controller for Essex Property Trust.



Summer 2007 �� M•MOPA



Summer 2007 �� M•MOPA



Summer 2007 �0 M•MOPA

Journey to Vieques

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

by Thierry Pouille

Until just a few years ago Vieques was a 
name unknown to most. The small island 
of 52 square miles achieved notoriety when 
some locals demonstrated against the U.S. 
Navy, which for many years used the location 
as a military shooting range. Located off 
the eastern shore of Puerto Rico, Vieques 
sits in plain view of St. Thomas in the U.S. 
Virgin Islands, but belongs to Puerto Rico. 
As a bombing target, the island has been 
unspoiled by tourism, a fact that is now the 
island’s a leading attraction since the Navy 
stopped lobbing explosives in that general 
direction. In addition, Vieques is famous for 
its Bioluminescent Bay, which I discuss later. 

Documentation
I am happy to report that since Vieques 
is part of the U.S. territory, you need no 
special papers to fly there. Just bring 
along a regular pilot’s license, medical 
certificate, airworthiness certificate and 
plane registration. However, I would highly 
recommend bringing your passport since 
you will be near Caribbean destinations 
that you might want to visit for lunch. I 
am also pleased to report Vieques is an 

airport of entry, with U.S. Customs agents 
onsite. In my experience, the agents 
have all been professional and friendly. 

Getting There
The destination is well suited for the Piper 
Malibu, Mirage, Meridian and JetProp. 
Vieques is located 1,003 miles southeast 
of Palm Beach, Florida. But, amazingly, 
the longest leg over water with no sight of 
land is between the coast of Florida and 
the island of Nassau. For the remainder 
of the trip you wil l be flying over the 
southern islands of the Bahamas, past 
the Turks and Caicos, and along the coast 
of Hispaniola, communicating with the 
Santo Domingo Center before reentering 
friendly U.S. skies with the San Juan Center. 
Filing a flight plan out of Palm Beach is a 
simple task. You fly direct to Nassau on 
Bahamas Route (BR) 63. After Nassau 
you pick up A555 (stands for Amber), 
which brings you all the way to Puerto 
Rico. From there you follow Route 4 to 

Vieques. This route lines you up for a 
straight shot to the runway, which boasts 
a GPS approach. The paved strip is 4,200 
feet long, and even features a taxiway. 
Vieques is busy with local traffic made up 
mainly of Cessna Caravans and Cessna 
402s, which are used as commercial 
transport aircraft. They commute between 
Puerto Rico and Vieques flying under 
the name of Cape Air. In the summer 
months, these same aircraft also transport 
passengers from Massachusetts to the island 
of Nantucket. Vieques has no dedicated 
FBO, and all passenger traffic must proceed 
via the main terminal. Keep a close eye 
on local NOTAMS, which often contain 
advisories about “ordnance disposal.”

On the Other Hand
If instead you are flying offshore about 150 
miles out, my advice would be to leave Amber 
555 at Grand Turk and proceed to the way 
point called PIXAR, which will allow you to 
follow the northern coastline of the Dominican 



Summer 2007 �1 M•MOPA

cont. page 54 

Republic; from there you cruise from the east 
shore of Dominican Republic to west shore 
of Puerto Rico, exposing you to a mere 60 
miles of travel over water. You will enter Puerto 
Rico over Borinquen, which happens to be a 
VOR, too. Borinquen used to be a Strategic 
Air Command bomber base, and served as a 
B-52 base until the late 1970’s. The runway is 
12,000 feet long, and landing here is a great 
experience. But you also need to know this is 
the base where TSA and U.S. Customs train 
their agents. So if you decide to use Borinquen 
for an airport of entry, be prepared for a unique 
experience, such as 20 agents zooming 
in on you and your airplane upon arrival.

Where to Stay and Dine
The hotel choice in Vieques is somewhat 
limited. Other than a few good Bed and 
Breakfast establishments, my recommendation 
would be the Martineau Bay Resort, located on 
the north shore on State Road 200. The resort 
has recently been taken over by Westin and 
should soon become a W property. Wireless 
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Journey to Vieques
(continued)
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internet service is available throughout the 
property, including on the beach. If so inclined, 
you can use your laptop to contact the office 
or family while soaking up some sun. The 
other possibility is the Bravo Beach Hotel, the 
only boutique hotel on Vieques. This property 
was voted best new hotel of the year 2005. 
Finally, a number of private villas are for rent.

For a truly unique dining experience, I 
recommend a visit to the private home of 
Rick Gallup. Semi-retired now, Rick is a 
well-known chef in Puerto Rican circles. 
His beautiful hilltop home in Vieques, which 
features a spectacular 360° view of the island, 
is open for a home-cooked private-dining 
experience. If you are staying five days or 
more in Vieques, Rick’s place is certainly 
worth a visit. In addition to eating well in 
style, you can view some unique art. Rick’s 
mother-in-law is an artist in her late 70’s 
who does beautiful true-to-life renderings of 
animals, including leopards and penguins.

Activities
The Bioluminescent Bay tour is a wonderful 
experience, worth a trip here in itself. 
Depending on the time of sunset, you will 
depart the hotel by van, which will take you 
to Mosquito Bay. Experienced guides will 
instruct you on the safety procedures of 
kayaking before you set out in individual 
kayaks to paddle across the bay. Millions of 
dinoflagellates will come alive, lighting up the 
calm waters of the bay with an other-worldly 
greenish blue halo engulfing your kayak. 

Snorkeling and scuba trips are readily available 
through the local dive shops. Day trips for 
snorkelers are available on large catamarans. 
Also, Martineau Bay is perhaps the only 
resort in Puerto Rico with good snorkeling 
right off the beach at the hotel. Scuba 
divers will find world-class sites off shore. 

Coming Home
The return trip is easy. With your cell phone, 
or using the hotel telephone, simply dial 800-
WX-BRIEF to file your flight plan directly with 
San Juan Flight Service Center. Of course, 
as a veteran aviator you will say Amber 
555 instead of Alpha 555. Fuel is readily 
available at the airport for a reasonable price. 
As of January 2007, Jet A and Avgas were 
respectively $3.05 and $3.65. With fuel on 
board and your flight plan filed, you are ready 
to go home. Conveniently, since you are 
leaving U.S. soil going back to Florida, you 
need not call Customs. Obviously if a stop en 
route becomes necessary in the Turks and 
Caicos or Bahamas, then do not forget to 
call Customs to request your two letter code. 

Little Side Story
Once upon a time, I was escorting our annual 
“Journey to the Tropics.” In preparation 
for the flight, I met our fellow pilots at the 
Galaxy FBO in Palm Beach on the morning 
of departure. Our destination for the day was 
Vieques, a mere 1,003 miles away. I had a 
flight plan showing Providenciales in the 
Turks and Caicos as a refueling point. During 



Summer 2007 �� M•MOPA

cont. page 56 



Summer 2007 �� M•MOPA

Journey to Vieques
(continued)

the briefing, I queried our fellow pilots if they 
were up to a non-stop flight to our destination. 
Their resistance suggested that I indeed 
needed to file the flight plan to Providenciales 
(MBPV). I was flying a Cheyenne, and 
we had a fellow JetProp joining the fun. 

On the leg to Stella Maris, 320 miles from 
Palm Beach, we had seen a constant 15 knot 
tailwind at flight level 250, while the JetProp 
at flight level 270 was experiencing the same 
wind. Using the wonders of technology, we 
knew after a couple of keystrokes that we 
each had enough fuel and reserve to make 
the trip non-stop to Vieques. I amended our 
flight plan, requesting a direct flight to Vieques. 
Miami Center promptly acknowledged and 
accepted our request. We were on our way. 

Upon landing, our numbers were as follows: 
Cheyenne, 4:05 hours of flight time and 272 
gallons of Jet A; our fellow JetProp, 3:21 hours 
and 98 gallons. The JetProp never slowed 
down. He was happy to report a fuel burn at 
altitude of 26 gph and a ground speed of 270 
knots. During one segment, he pushed the 
throttle to get a speed in excess of 305 knots 
while burning 32 gph. The Cheyenne owner was 
a little unhappy. Good going Darwin. Single-
engine turboprops are amazing machines.
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AIRCRAFT UPHOLSTERY
Let us do your next custom interior. 
Leather is our specialty. See our website 
www.flyinghorse.us  Located in Granbury, 
TX, 30 miles west of Ft. Worth. Minimum 
completion time/20yr experience. 
817-579-6445/817-312-4629
E-mail: jvaughn@flyinghorse.us 

FLORIDA SPRUCE CREEK FLY-IN
America’s Premier #1 Fly-In and Country Club 
Gated Community with it’s own Airport. 4,000' 
paved lighted, east/west runway, paved taxi-
ways, fuel. Featuring hangar homes, golf course 
homes, nature homes, and condominiums. 
15 minutes from Daytona Beach International 
Airport and the Atlantic Ocean. 
Contact Spruce Creek Fly-In Realty for 
information on all properties and prices, 

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

GPS MANUAL 
The Garmin GNS 480 pilot-friendly manual is 
now available. Our task-oriented manuals are 
simplified directions that lead you step-by-step 
through all the operations. Includes descriptions 
of all pages. Valuable take-along aids for the 
cockpit. Our library includes: The Garmin GNS 
430, GNS530, G1000, GPSmap 295, 196, 296 and 
396, Bendix/King’s KLN 89B/94, KLN 90B, and 
KLN 900. IFR models $39.95. Handhelds $34.95. 
Add $6.00 for S&H. Other than U.S. add $6 more. 
ZD Publishing, Inc., PO Box 3487, Wichita, KS 
67201, 888-310-3134. www.zdpublishing.com
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Training Update ... 

Advanced Flight Training 
International, Inc. 
Vero Beach, FL
(772) 473-7356

Initial & Recurrent Courses

Aircraft Training Services, LLC. 
Buffalo Grove, Illinois 
(847) 947-2238

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

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

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

Initial & Recurrent Training

Travis Holland
Holland Aero
www.holland.aero
360-734-8419

JetPROP initial and recurrent 
training and North Atlantic training 
and ferry.  Services offered worldwide 
at your location or at KBLI. 

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

Initial & Recurrent Training

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

Initial & Refresher Training with 
John Mariani at any location

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

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

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

Initial & Refresher by Appointment

MALIBU/MIRAGE SAFETY & TRAINING FOUNDATION

Helpline ...

620-728-8634

Events Calendar ... 

17th Annual Convention
October 17-20, 2007
Tulsa, Oklahoma

SAFETY / FLIGHT SESSIONS:

June 1-3, 2007
Coeur d’Alene, ID
Coeur d’Alene Air Terminal (COE)
Hotel: Coeur d’Alene Resort

October 5-7, 2007
Olathe (Kansas City) KS
Johnson County Executive Airport (OJC)
Piper Host / FBO: Kansas City Aviation 
Center, Inc. (KCAC)
Hotel: Doubletree - Overland Park

October 26-28, 2007
Groton, CT
Groton-New London Airport (GON)
Piper Host / Service FBO: Columbia Airport 
Sales, Inc.
Hotel: Mystic Marriott

November 16-18, 2007
Prescott, AZ
Ernest A. Love Field (PRC)
Hotel: SpringHill Suites by Marriott

SYSTEMS / MAINTENANCE 
SESSIONS:

June 22-23, 2007
Fredericksburg, TX 
Gillespie County Airport (T82)
Hotel:  Hangar Hotel

August 10-11, 2007
Hilton Head, SC
Hilton Head Airport (HXD)
Hotel: Hilton Garden Inn

INTERNATIONAL SESSION 
(GROUND SCHOOL ONLY):

July 27-28, 2007
Rome, Italy
Italian Air Force Museum
Lake Bracciano
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