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

Jeff Schweitzer

Humble Pie
The word “humble” and my name rarely
meet in the same sentence. And with
good reason. But every now and then
life conspires to bring me down to size.
Such was the case during my recent
training at the Malibu Mirage Safety and
Training Foundation, in Fredericksburg,
Texas, over the March 20 weekend. I was
fortunate enough to fly with Ron Cox, who
was one of the few PA46 instructors with
whom I had not yet trained.
I now consider myself a competent PA46
pilot, with several thousand hours in
the airplane under my belt. I routinely
fly in the nastiest of weather down to
minimums. I have my avionics mastered,
and have a good understanding of all the
aircraft systems. I hand fly often enough
for currency, but know the autopilot inside
and out. I even have a reasonable idea
about how the PT6A-21 works its magic.
So one would think I could actually fly the
airplane with an instructor on board. But
one would be mistaken.
Upon departure, my heading bug was set
to some random coordinate, rather than
on runway heading or first desired fix. So
when I engaged the flight director shortly
after takeoff, the course indication gave
me a bizarre turn to the right. I ignored
that while trying to figure out why the
FD was acting up, until Ron said, ‘Uh,
you might want to set the heading bug.”
Geez. Amateur hour.
Then during a climb Ron simulated a
runaway trim. I was, to put things gently,
SUMMER 2009
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slow to pick up on the problem. Rank
amateur hour. We next tried something
simple like steep turns, which I had not
yet done with my new Aspen Evolution.
My first turn to the left was a nightmarish
thing; I quickly got used to the sight picture
and at least saved my dignity with a few
good solid steep turns left and right after
the initial embarrassment. But trouble
with a steep turn; are you kidding?

week dive trip to Fiji or elsewhere in the
South Pacific. Since the plane has to be
down anyway, I might as well be gone.
This time I got an ugly surprise. The day
before departing, Kevin called to tell me I
needed a new windshield. The de-icing
heating elements in the glass had failed.
I had squawked the problem thinking a
new switch or better connection would
cure that ill. No such luck.

I did not blow everything. Partial panel
(including steep turns), stall recoveries,
cross wind landings and unusual attitude
recoveries all went reasonably well.

Experience has shown that pilots who
replace the glass on the left regret not
replacing the Plexiglas on the right at
the same time. Doing so is cost effective
because you basically just pay for the part;
the labor is almost the same either way. I
bit the bullet and did that as well. Total
cost for the window work was on the order
of $25,000. Ouch. A rather unexpected
ouch at that.

Then we did a number of RNAV
approaches, with holds and procedure
turns. Not once but twice I forgot to arm
APR when rolling out of the procedure
turn inbound. John Mariani pounded
that into my head multiple times, but
apparently concrete is not absorbent. Ron
patiently watched as I bumbled through
that mistake.
While these gaffs and unprofessional
maneuvers are appropriately embarrassing, I am delighted that I discovered
my weaknesses in a training environment
rather than under fire. As I have said
before, I believe I represent the average
PA46 pilot – not an Ace by any means but
solidly competent. So I suspect that if I
have weak points, other MMOPA members
will have some too. Just a guess. But I
know with certainty that I am a better pilot
for the session I just completed.
I do not make, or have not yet made, any
of those mistakes when flying by myself.
But what this proves is that if sufficiently
distracted, my performance degrades. As
pilots we are only as good as our worst
day, not our best. I can do better, and will
continue to train at least twice yearly to try
to improve my skills. I clearly need to. I
urge each and every member to attend
the MMS&T Foundation sessions at least
once per year as a supplement to annual
recurrent training.

The High Price of Windows
Each year I drop my plane off for my annual
inspection at Mead Aircraft just prior to
departing with my wife for our yearly two

But the bad news did not end there, as I
discovered upon my return. A series of
one-off, once-in-the-airplane’s-life repairs
were needed. An example is the rudder
cable, which showed a flat spot putting
the cable out of spec. I put in a new 406
MHz ELT. Ominously my fuel bowl had
debonded and needed replacement. On
and on…The bottom line is that I walked
away with an annual costing more than
a luxury Lexus hybrid, quite literally. Yet
another reminder that airplane ownership
is not for the faint of heart.

Whipping Post
As others note in this issue, General
Aviation has unfairly become the symbol of
corporate greed. That unfortunate image
certainly does not reflect reality for most
aircraft owners. I use my JetProp mostly
for business, and could not conduct my
affairs without the airplane. I know that
thousands of business owners across the
country are in similar circumstances. We
all deeply resent any implication that using
an airplane as a business tool is somehow
irresponsible or a sign of gross Caligulan
excess. Nothing could be further from the
truth. This terrible distortion of our public
image is quite annoying, and may have
permanently negative consequences
for the industry. However. Let’s be
brutally honest: some large publiclytraded corporations have behaved

irresponsibly, giving all of us a black
eye. Not every CEO needs a Gulfstream
when a Mustang would do; clearly some
aviation departments are in excess of
what can be justified to shareholders, and
would not withstand close scrutiny. Some
corporate aircraft purchase decisions
reflect more ego than economics. I
think we all do ourselves a disservice in
issuing a blanket defense of the industry
when we know that such irresponsibility
exists. Instead, we should give an honest
evaluation of the incredible benefits of
aviation while openly acknowledging that,
like with every tool, abuse is possible. By
doing so we enhance our own credibility
and strengthen our argument that when
properly implement General Aviation is
vital to the health of American business.
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Piper Perspective
The Assault on General Aviation
James K. Bass
President and CEO
The New Piper Aircraft, Inc.

No one is quite sure whether the old
Chinese adage, May you live in interesting
times, is a curse or a blessing. The
consensus seems to be a “curse,” and
judging from the interesting times we’ve all
been experiencing, that seems to be just
about right. I don’t know anyone, including
my parents with their experience of the
Great Depression, who can remember a
time like we have been going through. I
know it’s not the Great Depression, and
the dynamics are different, but it’s every
bit as much of a challenge for businesses
worldwide. Apprehension, panic, and
outright fear often seem to be the order
of the day.
Granted, this is unchartered territory we’re
traversing. The stock market seems to
be the playground of day traders, and the
news media is enjoying a smorgasbord of
bad news. A lot of people have simply
decided not to turn on their televisions as
a defense mechanism. As for businesses,
CEOs are the new pariahs of the modern
age.
What so many seem to forget, however,
is that this will end. What might not
end, though, are the effects of the
government’s assault on aviation. Aside
from all the economic news, both good
and bad (yes, some pundits are saying
that the market has found its bottom), we
who love aviation are facing challenges
we’ve never faced before. And what is
most worrisome is that when all the dust
settles, we may be irreparably soiled.
Ask many people outside of aviation for
an example of corporate excess, and the
answer will come back quickly: private
aircraft. Who, after all, didn’t see the
CEOs from GM, Ford and Chrysler take
an unprecedented scolding for how they
made their way to Washington in their
companies’ private business jets to seek
government handouts. Whether you think
they deserved it or not, the trouble is the
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guilt-by-association to which we have all
fallen victim. Private Aircraft = Corporate
Excess: that’s the new equation, and
Washington has made it into a sound bite
that no politician seems able to resist.
Welcome to General Aviation’s Demonic
Age, because that’s what we’re up
against. And while we at Piper see less
of it than OEMs whose primary business
is the manufacturing and sale of business
jets, make no mistake about it: much of
the world is out to ground those of us who
fly personal and private aircraft.
Forget about the millions of people that
owe their livelihood to the General Aviation
industry. Forget that we are one of the
last U.S. industries to enjoy a leadership
position in the world. Forget that it was a
love of aviation that took America to new
heights, literally. Where, for example,
would civil aviation be if not for the early
pioneers in General Aviation? There
would have been no Lindbergh, a pioneer
in his own right, because Orville and
Wilbur would have stayed with bicycles;
and NASA would be a dream that never
came to fruition.
It’s a culture war. The government is
vilifying people in aviation and not looking
at the facts. Even President Obama has
joined the fray, talking about CEOs who
escape on their private jets. But hold on;
nobody is escaping anywhere. As you in
MMOPA know, a lot of business that relies
on General Aviation would come to a halt
if every company executive, business
owner, or professional who has to be in
multiple locations in a limited amount
of time (say two or three client stops or
events in a day) had to go through some
hub on a commercial airline. And what
about security, especially for high-visibility
people? What would happen if President
Obama had to fly commercial and go
cont. page 12 ►
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Piper Perspective
(continued)

through Atlanta, or Chicago, or Houston,
or any other hub city to take care of the
business of running our country?
One of our dealers, Skytech’s John Foster,
put it best in a column he recently wrote.
This is what he said:
I am amused that the President
needs to be in Elkhart, Indiana,
one afternoon, Washington, DC,
the same evening, and Ft. Myers,
Florida, the next day – and yet in
that evening’s Press Conference
bashes the mode of travel that
he uses to accomplish all that.
Aside from the obvious security
aspect, if you asked him why he
used a personal (aircraft), the only
responsible answer would be,
‘Well, I have a lot going on and I
still need to be productive while I
travel.’ Does he seriously think he
is the only person in America with
that kind of pressure? And you have
to chuckle when the reason that he
is in Indiana and Florida is to ‘sell’
a stimulus package to a bunch of
people that don’t even have a vote
on it. It sounds like a judgment a
corporate executive might make
– a perceived need to get in front
of your people in short order, and
they happen to be in three different
locations.
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Clearly, the “Big 3” auto executives
that flew intercontinental-capable
jets from Detroit to DC – a
whopping 332 miles – didn’t do the
rest of General Aviation any favors.
It’s what the military calls overkill –
a failure to match the resources to
the mission. Is it waste of their time
to drive 9 hours each way to and
from DC? Of course it is.
Another pundit put it a little differently
in a letter to President Obama about a
month ago, saying: “We know that you
will continue to use personal aviation. We
know that you depend on it to do your job.
Why then is our government denigrating
the thousands of others in all walks of life
who simply want to do the same? You’re
not the only president in America who
needs to fly.”
The demonization that John points to
could have a lasting effect if things are
allowed to go on as is. That demonization,
when underscored by the trifecta of
pressures our industry always faces –
Litigation, Taxation and Regulation – could
do irreparable harm.
Litigation: Without tort reform, we could
all see our industry and private aircraft
ownership sued into oblivion.

Taxation: User fees never seem to go
away; they just keep looming larger as
a tax that could doom private aircraft
ownership for all but the very wealthiest.
Regulation: The unnecessary regulation
and the ensuing delays that manufacturers
face in bringing an aircraft to market are
too numerous to detail here. But the cost
they impose is getting greater every year
and could make our industry a memory.
Added to that insult are the government’s
100LL requirements despite their negligible
effect on combating air pollution. And how
about the move by Homeland Security
to extend all TSA regulations to General
Aviation, regardless of the immense cost
it would impose and lack of concrete
evidence that their regulations don’t do
anything to improve security.
Each of us has a role to play, whether it’s
meeting with our U.S. Representatives
and Senators to voice our concern, writing
letters to the President, or voicing our
alarm to the news and media. The fact
is simple: we need to be diligent against
those who would legislate or sue this
industry out of existence. And we need
to be as passionate in our resolve to save
our industry as we are in our passion for
aviation.
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Note from the President
Health and Friends
Jim Yankaskas

Jim is a Professor of Medicine in the Pulmonary and Critical Care Medicine Division at the
University of North Carolina at Chapel Hill. He directs the Medical ICU and the Critical Care
Medicine Program. He has researched and written extensively on pulmonary diseases and
is an expert on cystic fibrosis in adults. A graduate of M.I.T. in Aeronautics and Astronautics,
Jim received his Master of Science from NYU and worked for five years as an Analytic Design
Engineer at Sikorsky Aircraft. Later, he received his MD from the University of Connecticut. He
completed residency training in Internal Medicine at UNC-CH and fellowships in pulmonary
medicine at Duke University and UNC-CH. Jim cut his first tooth on the tailwheel of a Model
18 Twin Beech, soloed at sixteen, and received his private pilot’s license on his seventeenth
birthday. By age eighteen, he had a commercial license with multi-engine and instrument
ratings. He has been active as a CFI since 1966 with single and multi-engine land, instrument
airplane and glider ratings, and holds an ATP certificate. He started flying a Piper Malibu in
1987, has more than 1600 PA-46 hours, and enjoys fostering aviation education and safety.
Jim can be reached at: pwsjry@med.unc.edu

MMOPA Status

North Myrtle Beach

The economy is a common topic of current
conversation in many venues. I am glad to
report that MMOPA is healthy in all ways.
Our membership is still growing. Our
safety and training programs are robust.
Other member benefits, including the
annual convention, the Safety and Training
Foundation courses, this magazine, the
website, and our maintenance, avionics,
and other consultants continue to improve.
We have strong and constructive relations
with Piper. Our finances are sound.

In early April my PA-46-310P partner, Doug
Leet, and I flew to North Myrtle Beach’s
Grand Strand Airport (KCRE) to attend
the course offered by the Malibu/Mirage
Safety and Training Foundation (M/
MS&TF). A strong cold front traversed the
region the preceding day, with heavy rain,
thunderstorms, and low IFR conditions.
We landed in improving conditions a few
hours after frontal passage. The FBO,
Ramp 66, was efficient and courteous and
had attractive fuel prices. Mark Swatek
and Mona Rathmel organized, as usual,
an educational and enjoyable program.
John Mariani gave his best-ever autopilot
classroom sessions. The strong postfrontal winds made the Friday morning
individual flying sessions challenging, but
conditions were great for the rest of us.
Seeing familiar attendees and meeting
some new MMOPA members is always a
pleasure. The hotel accommodations at
the ocean side Hilton Myrtle Beach Resort
were ideal, as were our group dinners.
These sessions are the highest quality
and most economical training opportunity
available, and the new venue was a bonus
treat. If you have not attended an M/
MS&TF course yet, do so this year. The
quality training offered is definitely worth
the time and effort to get to one of these
sessions.

At our April 2009 Board meeting at the
DFW Grand Hyatt Hotel we will evaluate
these topics and new member benefits,
including a nearly finished “Return to
Service” manual for all models after major
maintenance.
Bob Kromer, the Vice
President of Marketing, will represent
Piper. I have been assured that Piper’s
strong, customer-focused actions that we
enjoyed at the 2008 Convention will be
even better this year.
We will spend considerable time
designing an outstanding convention.
The academic program will be unique and
will address new and existing equipment,
plus operational and safety issues. We
expect a good turnout of new Malibu,
Mirage, Meridian, JetProp, and Matrix
owners and pilots. You can read more
about the superb facilities and amenities
at the JW Marriott Desert Ridge Resort
& Spa in Scottsdale, Arizona, elsewhere
in this issue. I look forward to all these
convention features, and to seeing my
growing number of pilot friends. Do not
miss these great travel, vacation, and
educational activities.
SUMMER 2009
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Flying Friends
I grew up at Somerset Hills Airport (N64)
in Basking Ridge, New Jersey. This
airport was dedicated in 1932, and later
became a U. S. Army Air Corps flight
instruction facility from 1941 to 1945. The
field was about three miles from my home

and had two 2,400 ft grass runways with
obstructions at all ends. Throughout high
school all of my weekends were spent at
the airport. I still remember vividly my first
solo on August 24, 1963. Tom Buck, a
1930’s barnstormer and AT-6 owner, was
one of our flying heroes. Kern and Rinker,
his two oldest sons, shared the weekends
and adventures. Tom fueled our youthful
enthusiasm and kept us out of trouble by
organizing our rebuilding of a Taylorcraft
in 1964-1965, and of a Piper PA-11 Cub
Special (N4971H) in 1965-1966. In the
summer of 1966 Kern and Rinker, ages 17
and 15, flew the Cub from New Jersey to
California and back. You can read this tale
of flying adventure in Rinker Buck’s book
Flight of Passage (Hyperion, 1997). On
December 26, 1966, Rinker and I took off
in N4971H from a foot of unplowed snow in
Basking Ridge and headed for Savannah,
Georgia, on a similar adventure. The
exhaust system was pretty worn, so we
had not connected the heater muff. We
made it to Princeton, New Jersey (39N),
20 nautical miles away, on our first 20
minute leg before stopping because we
were nearly frozen. Somebody gave us
a roll of duct tape to seal the largest air
gaps from the inside. Stopping those
drafts made a huge difference. On our
next leg, we lasted for 100 minutes and
made as far as Harford County Airport
(0W3) in Aldino, Maryland. Four days, 11
hours, and 20 minutes of flying time later
we reached Savannah. We completed the
return flight in 9 flight hours over 2 days,
enjoying some tailwinds at 3,500 feet. I
can share some other adventures from
that trip in person.
In August 1997, while flying to visit
our youngest daughter in western

Massachusetts, I encountered Rinker
Buck at the North Canaan, Connecticut,
airport. This private grass strip was
home base for the Nutmeg Soaring
Association during much of my tenure
as chief flight instructor. We rekindled
our friendship that afternoon over dinner,
and have since stayed in touch. I made
plans to rendezvous with Kern Buck
at First Flight Airport (FFA) in Kill Devil
Hills, North Carolina, for the December
17, 2003, centennial celebration of the
Wright brother’s first airplane flight. My
Malibu departure and our meeting were
thwarted by a long and fast-moving line
of thunderstorms that crossed the course
and kept me on the ground. This spring
brought a new opportunity. Kern lives in
Holliston, Massachusetts, and one of my
Cystic Fibrosis Foundation site visits was
in Boston. I flew N4372B to Norwood
Airport (OWD), and we met for dinner
at a nearby Lebanese Restaurant. We
enjoyed a great evening and reunion after

43 years. Kern is an attorney, a CFI, and
continues to fly. His wife Jody was patient
with our reminiscing, gently reminding us
at some late point that the restaurant had
closed. Their son, Tom, is a 16 year old
student pilot. We made plans for our next
meeting.

activities. I am sure that the same applies
to you. Such friendships will continue
to develop through our mutual MMOPA
activities. I look forward to seeing you all
in Scottsdale.

My life has been enhanced by the many
friends I have made through aviation
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Aviation News
Doug Leet
Douglas Leet studied at Michigan State University and received his M.D. degree from The University
of Chicago. Internship, residency and fellowship in General Surgery and Urology followed in Chapel
Hill at The University of North Carolina. He practices Urology in Raleigh, specializing in pediatric and
microsurgery, female urology and oncology. Flying was always just a dream until 1978, when he began
early morning lessons before work during his fellowship in general surgery. Thirty days later, with nearly
continuous ground school, he had his private certificate. Doug bought a 1964 Mooney M20E shortly
thereafter and obtained his instrument ticket in 1980. The M20E was sold for an M20K (turbo), and
finally the ultimate flying machine, his 1984 Malibu. Doug’s flying experiences expand across all of North
America and into the Southern Caribbean.

The last quarter has been relatively
quiet, a spot of good news. We do not
know, though, if fewer accidents mean
improvements in safety, reflect normal
statistical variability, or result from fewer
hours flown in a declining economy. In
any case, with fewer cases to report, I
have the luxury of delving into detail about
one of the more bizarre PA46 accidents
on record.
The information reported here is
preliminary, subject to change, and may
contain errors. Any errors in this report
will be corrected when the final report has
been completed.
NTSB Identification: ERA09FA133
14 CFR Part 91: General Aviation
Accident occurred Sunday, January 11,
2009 in Milton, FL
Aircraft: PIPER PA46-500TP, registration:
N428DC
Injuries: 1 Uninjured.
History of Flight
On January 11, 2009, at 2116 Central
Standard Time (CST), a Piper PA46-500TP,
N428DC, was substantially damaged when
it impacted terrain in Milton, Florida. Visual
meteorological conditions prevailed, and
an instrument flight rules (IFR) flight plan
was filed for the flight which departed from
the Anderson Municipal Airport (AID),
Anderson, Indiana, at 1744 CST, and
was destined for the Destin-Fort Walton
Beach Airport (DTS), Destin, Florida. The
certificated commercial pilot, the sole
occupant, exited the airplane while in-flight
in the vicinity of Birmingham, Alabama,
and was not injured. The personal flight
was conducted under the provisions of 14
Code of Federal Regulations Part 91.
The pilot received a weather briefing from
the Kankakee Automated Flight Service
Station on January 11, 2009, at 1529 CST
SUMMER 2009

18

M MOPA

for a flight from AID to DTS. During the
call, he also filed an IFR flight plan for the
flight with a proposed departure time of
1730 CST. He stated to the briefer that the
flight would be two hours in duration, and
he would have 4 hours and 10 minutes of
fuel on board.
According to preliminary air traffic control
(ATC) voice communications and radar
data provided by the Federal Aviation
Administration (FAA), at 1922 CST, the
airplane was flying at an altitude of
24,000 feet in the vicinity of Guntersville,
Alabama, when the pilot reported that
his “windshield [was] cracking,” and
requested an emergency descent from
the controller. The controller subsequently
assigned the pilot an altitude of 6,000 feet,
and asked him if he needed to divert. The
controller informed the pilot “Gadsden
Airport at ten to eleven o’clock, fifteen
miles and Birmingham at one o’clock,
thirty miles, advise if you want vectors to
either airport.”
At 1926 CST, the pilot reported,
“Windshield has gone into my back.”
The controller again informed the pilot of
the locations of the closest airports, and
the pilot subsequently responded “three
hours of fuel on board going to point it
toward the ocean, toward the gulf.” Radar
data indicated at this time the airplane
was descending through 15,600 feet and
heading approximately 180 degrees.
An unknown pilot responded, “Going
toward the gulf you say?” The pilot
stated, “I’m bleeding profusely gonna go
ahead and point the aircraft at the gulf
three hours of fuel left plenty of altitude.”
The controller responded to the pilot,
“Gadsden airport at ten o’clock if you can
pick up heading of one six zero fifteen
miles sir.”

At 1929 CST, the pilot stated, “What’s
the terrain clearance?” The controller
responded, “eight delta Charlie in your
area a good altitude is three thousand
five hundred, Gadsden airport off
your left, if you pick up a one hundred
heading it’s about ten miles off your left
and about a one hundred heading sir.”
The pilot subsequently responded, “ah
controls are locked I’m graying out.” The
controller stated, “Airport one o’clock and
five miles if you can turn at all it’s Robbins
field sir.” The controller continued to
give the pilot vectors to the airport and
continued to attempt to contact him;
however, no further transmissions were
received from the pilot.
Radar data indicated the airplane’s track
remained level at 4,000 feet, heading
approximately 180 degrees, until it
turned slightly to the west in the vicinity
of Vincent, Alabama, about 8 miles north
of Childersburg, Alabama. The airplane
continued southwest bound, passing
west of Montgomery, Alabama, and
continuing on a heading of approximately
190 degrees.
Military fighter jets were scrambled from
New Orleans, Louisiana, to intercept
the airplane’s track as it flew south into
Florida. According to the military pilots,
as they approached the airplane about 15
minutes later, it was at an altitude of 3,800
feet and airspeed of 90 knots. The pilots
reported there were no lights on inside
or outside the airplane, and the door was
open. Flares were used as an attempt to
get the pilot’s attention, with no effect.
Approximately 10 minutes after the use of
flares, the airplane initiated a slow, relatively
controlled descent. Radar data indicated
the airplane initiated its descent at 2024
CST, 2 miles south of Roberts, Alabama.
The airplane continued for 24 nautical
miles in a gradual descent until it impacted

wooded terrain near Milton, Florida.
The military pilots reported the airplane
initiated a slow, right turn just prior to
impacting terrain, about 100 yards west of
residential homes, near the edge of a lake.
Pilot Information
The pilot held a commercial pilot certificate
with ratings for airplane single-engine land
and instrument airplane. His most recent
application for a FAA medical certificate
was denied on January 10, 2007. At that
time, the pilot reported 9,200 total hours
of flight experience.
Accident Information
According to FAA records, the Piper
PA46-500TP (Piper Meridian) was
manufactured in 2002, and registered to
the owner in 2005. The Meridian was a
single-engine airplane powered by a Pratt
and Whitney PT-6A-42A turbo-propeller
engine, with a flat rated power of 500
shp and maximum propeller speed of
2,000 RPM. The Meridian had a normal
operating speed range of 79 to 188 knots,
and a stall speed of 79 to 69 knots, with
landing gear and flaps retracted. The
airplane was equipped with an Electronic
Flight Instrument System (EFIS), which
interfaced with a three-axis autopilot
system.
Examination of the Piper PA-46-500TP
Pilot’s Operating Handbook, revealed the
airplane had a total fuel capacity of 1,160
pounds of Jet A fuel, 20 pounds of which
were unusable. Preliminary fuel burn
calculations performed by a representative
of the airplane manufacturer estimated
that approximately 360 pounds of fuel
was onboard when the airplane impacted
the ground.
Meteorological Information
The weather reported at Whiting Field
Naval Air Station (NDZ), Milton, Florida, at
2156 included wind from 360 degrees at 6
knots, clear skies, temperature 6 degrees
C, dew point 1 degree C, and an altimeter
setting of 30.22 inches.
Wreckage Information
The airplane impacted densely wooded
terrain creating a debris path on a heading
of approximately 180 degrees and 120
feet long. The start of the debris path was
marked by freshly broken tree branches
and an outboard section of the left wing
which displayed a concave impression
on its leading edge. The main wreckage
came to rest inverted and marked the end

of the debris path. All major components
were accounted for at the scene to include
the windshield, which was intact, secured
in its frame, and appeared undamaged.
Examination of the wreckage did not reveal
any pre-impact failures or malfunctions.
Additional Information
According to an employee of the Anderson
Municipal Airport, the airplane was fueled
with 57 gallons (385 pounds) of Jet A fuel,
which “topped off the tanks,” on January
11, 2009, at 1501 CST. The employee
stated that the pilot told him he was
going to Destin, Florida, to visit his father.
He additionally stated he would return
the following day. The wreckage was
released to a representative of the owner’s
insurance company on January 14, 2009.
Due to the circumstances of the accident,
the investigation is currently being
pursued by law enforcement authorities.
The National Transportation Safety Board
plans no further investigation.
NTSB Identification: CEN09LA153
14 CFR Part 91: General Aviation
Accident occurred Wednesday, February
04, 2009 in Aspen, CO
Aircraft: NEW PIPER AIRCRAFT INC PA46-500T, registration: N535JR
Injuries: 2 Uninjured.
On February 4, 2009, about 1230 Mountain
Standard Time, a Piper PA-46-500TP
airplane, N535JR, departed the runway
during landing at the Aspen-Pitkin County
Airport, Aspen, Colorado. The airplane
received substantial damage. The pilot
and passenger were uninjured. The
flight was being operated as a personal
flight under the provisions of 14 Code of
Federal Regulations (CFR) Part 91, and an
instrument flight rules (IFR) flight plan was
filed. Visual meteorological conditions
prevailed at the time of the accident.

Accident Synopsis
The first accident is a crime both to
society and to the aviation community.
What a waste of a perfectly good plane.
The second accident involves the much
maligned landing gear excursion from the
runway. I just returned from our MMS&TF
Meeting in North Myrtle Beach. John
Mariani spoke about the landing gear
problems, as did Piper during the last
convention. John reiterated that there is no
design problem in the nose gear landing
system on any of the three aircraft. He
stated there is only maintenance and pilot
technique issues.
Maintenance Issues
1) Maintain proper tire pressure as stated
in your pilot handbook. Low pressure will
allow the tire to pancake and run on the
rim if your tire even stays on.
2) Be sure you have no extra play in the
bushings (nylon) and that no more than a
business card can fit between them.
3) Measure the “rake angle” and keep
it no less than 89 degrees. Any less and
the nose gear will be unstable. Some
maintenance facilities decrease this angle
during the annual gear up exercise to
allow the gear to “tuck” tighter into the
front compartment.
Pilot Technique Issues
Never push down on the nose gear in
anticipation of braking or reverse prop.
This throws the weight forward during
landing and the tricycle gear becomes
unstable. Several instructors have told
me they have witnessed this dangerous
maneuver. If at any point the aircraft starts
to veer right or left, pull back on the yoke
and “unweight” the nose gear, which
should give back stability on the mains.

The pilot stated that he made a smooth
landing on the main wheels, but as soon
as the nose wheel touched down the
airplane began veering left and right
uncontrollably. The airplane exited the
right side of the runway about 2,000 feet
from the approach end and impacted a
snow bank. The pilot also stated that the
airplane had exhibited similar directional
control problems several times since he
bought the airplane new in October, 2006.
The last occurrence happened on January
4, 2009. Examination of the airplane
revealed approximately 18 inches of the
left outboard wing tip was bent upward.
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SCOTTSDALE: A PRECONVENTION TOUR
Jeff Schweitzer

Sonoran Desert Oasis
Scottsdale sparkles with a manicured
cleanliness rarely seen in a major city.
The city is a modern-day oasis surrounded
by purple mountains and the majestic
silence of nature’s bounty. Giant saguaro
cacti diligently stand guard against
intruders. As the site of the MMOPA
convention, Scottsdale also has the
essential characteristic of being centrally
located, sitting quietly in the heart of
Arizona, in the middle of the Sonoran
Desert. Climate and location combine
to make this the “Number One Resort
Community in America” and one of the
nation’s “Most Livable Cities.” Building
height restrictions and architectural
codes ensure that all structures blend in
naturally with the native environment. You
will encounter no billboards.
The area’s attraction was clearly evident
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to Winfield Scott, who founded the city
in 1888 after purchasing 600 acres just
outside Phoenix. His purchase agreement
required that he irrigate the land, which he
did with great skill to nourish his new crop
of orange trees. With a fascinating lack of
imagination, he named the new settlement
Orangetown. But a great flood, common
to the desert but unknown to Winfield,
wiped out his crops in 1891. Undaunted,
he switched gears and started a campaign
encouraging newcomers to settle his
town in the “Valley of the Sun,” which
he marketed as having a great irrigation
system! Somewhere along the way, and
nobody knows how or when, Orangetown
became Scottsdale, again not a name
resulting from an overactive imagination
or an underactive ego.
Scott was not the first to be attracted to
the region’s austere beauty. He followed
a long tradition of occupancy in the area.
As long as 2300 years ago, the Hohokam,

residents of what is now central Arizona
just north of Tucson, were irrigating
crops in superbly engineered canals
dug with stone and wooden tools. They
created pottery with ever-more elaborate
designs and ever greater artistry over a
period of 17 centuries. Unfortunately,
their culture dictated that when a person
died, his pottery also had to perish, so all
that now remains are many broken pots.
Amazingly, the Hohokam invented acid
etching 400 years before European armor
makers, using acetic acid (fermented from
the Saguaro cactus) to etch incredibly
fine designs on fossil sea shells. The
civilization abruptly disappeared, for
reasons that remain unknown.
So by the time Scott came around, the
Hohokam were long gone, and only a
small pool of potential immigrants from
which he could draw lived in the area.
About 3000 people had settled in the
greater Phoenix area when he purchased

his land. He was quite successful even
with those small numbers, but he surely
would have had an easier time today. The
region is now host to 4 million people who
come for the 300 days of annual sunshine,
natural beauty and high-class amenities.
More than 200,000 live in Scottsdale
proper. Much of early growth can be
traced to the Scottsdale Airfield, which
was the area’s first major establishment.

Scottsdale Air Field
What is now Scottsdale Airport (KSDL)
began its proud history in 1942 as
Thunderbird Field II, a basic training
facility for Army Corps pilots. More than
5,500 students graduated from the school
here, and these aviators went on to fly
more than 26 million miles during the
war. In 1943 during peak operations, 615

cadets flew an average of two hours per
day, making 1,850 take offs and landings.
In just ten weeks, a student graduated
after receiving 65 hours of training and
109 hours of ground school. After the
war, the field was owned and operated
by a number of organizations until 1966
when the airport was purchased by the
City of Scottsdale, which still owns the
property today. As is often the case, the
airport attracted businesses to support the
airfield, then more people to staff those
businesses, then more shops to serve
those residents. Visitors to the rapidly
expanding city of course had to stay
somewhere, so hotels and resorts started
to grow in number and sophistication. This
tend culminated in some of the country’s
finest resorts, including the Desert Ridge,
host to MMOPA’s annual meeting.

J.W. Marriott Desert Ridge Resort
and Spa
While Scottsdale is home to numerous
luxury resorts, few match the amenities
offered by the Desert Ridge. Inspired by
the majesty of the Grand Canyon, Desert
Ridge properly claims to “redefine the resort
experience.” With over 200,000 square
feet of event space, the convention area
is perfect for MMOPA meetings. For our
members the 950 guestrooms (including
81 suites), two 18-hole championship golf
courses, Revive Spa, ten dining options
and four acres of turquoise swimming
pools and shimmering waterways set the
mood for a relaxing respite in pampered
elegance. Panoramic views of crimsonhued mountains, fiery Arizona sunsets and
the picturesque, cactus-studded Sonoran
cont. page 22 ►
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Desert add to the serene ambiance.
Fire, water, earth and sky have been
woven into the resort’s architectural
design so that every guest can
experience the pleasures of the
distinctive surroundings. Arriving
guests are greeted by the sound
of splashing fountains under a sundrenched portico. The expansive
tumbled marble lobby dazzles with
the sight of stunning floor-to-ceiling
windows opened wide, spilling
out onto sparkling waterways
and grand palm-lined pathways.
In fact, water flows everywhere
throughout the resort.
Wandering streams carve the colorful
grounds. The main pool features
a free standing, immense waterfall
crowned by flames that dance
against the night’s sky.
The restaurants, spa and concierge
service are precisely what one would
expect.
Personally, I sacrificed
myself for the sake of my devoted
readers by eating at Tuscany, a FourDiamond experience of culinary
splendor. After all, somebody had
to sample the local fare to ensure
that the dining experiences at the
resort meet our exacting standards.
I hope every MMOPA member
appreciates my selflessness.

Local Attractions
The Scottsdale-Phoenix region has
local attractions in numbers and
variety probably greater than any
previous convention site. The area
truly offers something for everyone,
from rugged outdoor adventure
to luxury shopping, and just about
everything in between. I would say
the only two other sites that can
compete on equal footing with
Scottsdale would be The Broadmoor
in Colorado and the Grove Park Inn
in North Carolina. The following
summary just touches on what
local attractions and activities are
available.
The Heard Museum
Every major city has museums. The
Heard Museum is unique, however,
not only in the exhibits that are
displayed, but the style and grace
with which the displays are done.
With more than 32,000 pieces of
cultural and fine art on site, this is
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not a museum easily conquered in
one visit. The museum offers one
of the country’s best collections of
Hopi art. Permanent exhibits like the
famous collection of Kachina Dolls
are complemented by special exhibits
year-round. Annual events include
the World Championship Hoop
Dance Contest, held in February, and
the Heard Museum Guild Indian Fair
and Market in March. I am generally
burned out on museums, but of this
one I never tire.
Arizona Wing Commemorative Air
Force Museum
No MMOPA meeting would be
complete without a visit to the local
flight museum. The Arizona Wing
maintains and operates a B-17, B-25,
SNJ (T-6 Texan), C-45, L-16 and
O2-A. Their machine shop is fully
equipped for complete restoration
of these aircraft. The process can
consume thousands of hours,
and some restoration is always in
progress. Visitors have the privilege
of viewing the restorations up
close. In addition to those amazing
airplanes, the museum also displays
an impressive array of memorabilia
from the war, including the actual
equipment used by flight crews.
One intriguing example that I found
impressive was the heavy sheep skin
flight suit worn by bomber crews to
fight temperatures that dropped to
60 degrees below zero.
Camelback Mountain and the Echo
Canyon Recreation Area
The city’s most prominent landmark,
Camelback Mountain and the Echo
Canyon Recreation Area, features
sheer red cliffs, the Praying Monk
rock formation and the familiar
camel’s silhouette. The 75.8-acre
park is a favorite hiking and climbing
spot. Beware that the summit trail is
difficult and not for those seeking a
casual walk. The challenge draws
thousands of hikers every year. The
main two summit trails are strenuous climbs over sometimes-tricky
trails. Some easier trails, however,
allow close-up exploration around
Camelback’s base. Wherever you go,
be prepared for crowds, and limited
parking can mean a substantial wait
for a spot at these busy trailheads. In
spite of these constraints, Camelback
is a must-see attraction.
cont. page 28 ►
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Pueblo Grande Museum
Pueblo Grande Museum is located in a
1,500 year-old Hohokam village ruins in
modern day Phoenix. For over 70 years
the museum has been dedicated to the
study and interpretation of the Hohokam
culture. On the 102 acre park grounds,
visitors explore the ruin of an 800 yearold platform mound possibly used by
the Hohokam for ceremonies or as an
administrative center. An excavated ball
court and full-scale reproductions of prehistoric Hohokam homes can be viewed
along the ruins trail. The site also includes
some of the last remaining intact Hohokam
irrigation canals. The museum provides
regularly scheduled tours of the museum
exhibits, Hohokam ruins, and outdoor
exhibits for walk-in museum visitors.
Casa Grande Ruins
If the Hohokam culture is a major interest
of yours, then continue the trend and
visit Casa Grande Ruins. This is the
first archeological site to be preserved
by the federal government and the fifth
oldest unit in the National Park Service.
Set aside as a federal land reserve in
1892 and then as a National Monument
in 1918, Casa Grande Ruins is a special
place where history transcends 600
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years of continuous occupation. For over
a thousand years, prehistoric farmers
inhabited much of the present-day state
of Arizona. When the first Europeans
arrived, all that remained of this ancient
culture were the ruins of villages, irrigation
canals and various artifacts. Among these
ruins is the Casa Grande, or “Big House,”
one of the largest and most mysterious
prehistoric structures ever built in North
America.
Desert Botanical Garden
The Desert Botanical Garden has truly
one of the world’s finest collections
of desert plants. This attraction is my
personal favorite in the region, and I
always enjoy returning for another visit.
For good reason the attraction is one of
only 44 botanical gardens accredited by
the American Association of Museums.
At the Desert Botanical Garden you will
find 50 acres of beautiful outdoor exhibits
easily viewed from a comfortable walking
trail. Home to 139 rare, threatened and
endangered plant species from around
the world, there is no finer place to enjoy
desert beauty. The garden is located in
Papago Park in Central Phoenix. You do
not want to miss this.

Boyce Thompson Arboretum
A good complement to the Desert
Botanical Garden is the Boyce Thompson
Arboretum, which brings together plants
from varied deserts and dry lands from
around the globe. Approximately 3,200
different desert plants can be found
within the arboretum, and most can
be seen along the 1.5 mile main trail.
During wildflower season, the grounds
are particularly beautiful, displaying the
surprisingly intense colors of the desert.
Bird lovers will appreciate the 250-plus
species that have been recorded at the
Arboretum.
Phoenix Zoo
The Phoenix Zoo is one of the younger
zoos in the country, giving the owners the
advantage of the most recent advances
in animal care. The zoo is nonprofit
like many others, but privately owned,
which is much more unusual. Operating
without any government funding, the
facility is wholly supported by donors
and private organizations. Recognizing
the important role that zoos must play
in protecting endangered species, the
Phoenix Zoo has been active in numerous
and geographically diverse wildlife
conservation programs. In summer

months visitors are advised to arrive as
early as possible, since many animals
head for shade and hide during the heat
of the day.
South Mountain Park
At over 16,000 acres, South Mountain
Park and Preserve is often considered
the largest municipal park in the country.
More than 50 miles of trails for horseback
riding, hiking and mountain biking
meander through the park. Dobbins
Lookout, at 2,330 feet, is the highest point
in the park accessible by trail. If hiking,
biking or riding is not your cup of tea, you
can simply drive to Dobbins Point for a
panoramic view of the Valley of the Sun.
Amazingly, Dobbins Lookout is just five
miles from Central Avenue.
Frank Lloyd Wright’s Taliesin West
A few miles northeast of Scottsdale is
a living memorial to a great American
architect. Nestled in the foothills of
the rugged McDowell Mountains and
surrounded by the spectacular Sonoran
Desert lays a sprawling 600-acre complex
called Taliesin West. The structure and
surrounding gardens were designed and
built by Frank Lloyd Wright, and they offer
a classic example of how he integrated
indoor and outdoor spaces. The living
quarters have been recently restored,
highlighting the place Wright used for
social gatherings. This focal point of
the house is entered through a typically
Wrightian low-ceiling, stone-wall space
that opens to a spacious 56 ft by 34 ft
room linked to the garden and bedroom
wing by expansive windows. Taliesin West
today houses The Frank Lloyd Wright
Foundation, The Frank Lloyd Wright
Memorial Foundation, and The Frank
Lloyd Wright School of Architecture. The
Taliesin Association of Artists, a group of
architects dedicated to the spirit of the
founder, is also onsite at Taliesin West.
To get the full impact and understanding
of the project and the man, I recommend
you take the guided tour. This is not a
quick visit, but well worth the time.
The Deer Valley Rock Art Center
The Deer Valley Rock Art Center, a 47-acre
nature preserve that contains more than
1,500 petroglyphs, merges past, present
and future. Managed by Arizona State
University’s Department of Anthropology,
the center features petroglyphs left on
more than 500 boulders throughout
the Hedgpeth Hills, a sacred Indian
site. In the visitor’s center, designed by
famed Southwest architect Will Bruder,
interpretive displays examine the process
of petroglyph production, preservation
and interpretation. The Glyph Shop offers

a variety of items relating to rock art
including books, clothing and jewelry. The
site opened to the public in 1994 and is
listed on the National Register of Historic
Places. Guided tours along the quartermile trail are available or visitors may stroll
along on their own.
Scottsdale Art Walk
More than 100 art galleries find home
in Scottsdale. You can enjoy these on
the Scottsdale ArtWalks every Thursday
evening,
year-round.
Each
week,
Scottsdale Gallery Association members
host special exhibits and join together
for an informal come-and-go “open
house” throughout the district. Casual
and eclectic, the ArtWalk is a great time to
visit the galleries and learn about featured
artists. Several times per year, Special
Event ArtWalks are held with live music
along the streets and special themed
events.
Scottsdale Museum of Contemporary Art
The Scottsdale Museum of Contemporary
Art is relatively new in the community, and
focuses on modern and contemporary
art, architecture and design. Five galleries
showcase changing exhibitions and works
from the museum’s growing permanent
collection. The property features an
outdoor sculpture garden alone worth the
visit.
Scottsdale Fashion Square
Scottsdale is known for many things, but
shopping is always a main attraction.
A list like this would not be complete
without a recommendation for a shopping
destination. Newer malls have popped up
in the greater Phoenix area, but none are
as appealing as the Scottsdale Fashion
Square. In a city that is not generally
known for haute couture, you will be able
to satisfy that urge here. When the rich
and famous, locals and visitors need an
upscale mall, this is where they go.
The Painted Desert
Located about 150 miles southeast of
the Grand Canyon, the Painted Desert
will transport you even further back into
Arizona’s past. This parched land, part of
the 94,000 acre Petrified Forest National
Park, was once lush and swampy just a
mere 220 million years ago. While clearly
dry and denuded now, the area then
hosted huge conifers, small dinosaurs,
and animals resembling modern-day
crocodiles. What remains from those
tropical days, when dinosaurs were just
becoming the next new thing, are felled
trees mineralized into colorful fossils
infused with cobalt blue, iron red and
chromium green. But you might want

to visit sooner rather than later. A few
hundred million years of development
is no defense against modern day fossil
hunters, who are stealing almost 10,000
pieces of wood every year. To visit this
park and a host of other attractions a bit
distant from Phoenix, you might consider
tacking on a few days to your visit before
or after the convention.
Dining
As one would expect with the accolades
showered upon Scottsdale, the city has
attracted world-class chefs, several of
whom are named by Food and Wine
as among the “Ten Best New Chefs in
America.” The city is replete with excellent
restaurants with every variety and style
of food available in the most attractive
settings imaginable.

Be There
In these tough economic times, some
members may have to cut back on
optional use of their airplane. I would
not consider this meeting optional for
anyone who owns or operates a PA46.
As I have written elsewhere, the annual
convention and safety and training
foundation sessions are deadly serious.
Our purpose is to promote safety. Recent
accidents in the PA46 family drive home
the point that we can indeed improve our
record. The need to do so is as urgent
as ever. MMOPA hosts these meetings in
the most attractive areas possible to make
the decision to attend easy for pilot and
spouse, but do not let the bucolic setting
detract from the seriousness of purpose.
If you will attend only one aviation meeting
this year, the MMOPA convention should
be your destination.
I hope to see each and every MMOPA
member in Scottsdale. And of course,
all of you hope to see me. If nothing
else, that alone should bring you to the
meeting. Just the off chance of glimpsing
me from a distance should be sufficient
motivation to attend.
Please mark your calendars now: October
28-31, Scottsdale, Arizona.
Some of the photos in this article
were provided by the Greater Phoenix
Convention & Visitors Bureau
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Meridian
Part II
Not Just a Mirage with a Turbine: Airframe
and Electrical System
Justin Lazzeri
Justin Lazzeri is the Director of Marketing for Skytech, Inc., which has facilities in the Baltimore,
MD and Charlotte, NC metropolitan areas. A graduate of Embry-Riddle Aeronautical University,
Justin is a Commercial Pilot and Certified Flight Instructor who has the benefit of significant
exposure to the Piper, Pilatus, and Cessna Caravan product lines. Justin can be reached via
email at jlazzeri@skytechinc.com.

Before we pick up where we left off in
the spring issue, let us summarize a
few key points. We have all heard the
comment that “a Meridian is pretty much
a Mirage with a turbine engine.”
Not
true. The Meridian’s design differences
and improvements are significant. This
of course in no way indicates an inherent
problem with the Mirage. Rather, as a
turbine-powered aircraft the Meridian is
certified to standards that promote added
safety and consequently offer enhanced
benefits, similar to other new production
turboprops. The following is an overview
of some obvious and some not-so-obvious
changes that a Mirage pilot would discover
when compared to a new Meridian. Here
the focus will center on the airframe and
electrical system.

Airframe
In designing the Meridian, many structural
changes were made from the standard
Mirage airframe.
All changes were
made with an eye to the inherent stress
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introduced by a larger engine and an
increased flight envelope. The Meridian
is a turbine engine “sports car,” and was
designed with this performance in mind.
One of the more obvious design changes
is the Meridian’s wing cuff. The extra
space of the wing cuff allows for additional
storage of fuel without needing to infringe
on the cabin. The additional wing area
contributes aerodynamically for added
performance throughout the flight regime.
These characteristics are consistent with
the original design goal of keeping all the
fuel away from the cabin or the engine
compartment.
Continuing to examine the wing, other
changes will become apparent. Vortex
generators positioned along the upper
span of the wing aft of the de-ice boots
act to improve airflow and efficiency. The
overall effects of the vortex generators
are enhanced handling characteristics
and an increase in gross weight through
a reduction in the stall speed. On the

underside of the wing, gear doors and
fairings for the main landing gear act to
reduce drag and increase performance.
The de-ice boots used on the Meridian are
powered through engine bleed air using
an injector valve for vacuum. Compared
to the engine-driven mechanical pumps
of the Mirage, the Meridian’s system is
straightforward, reducing the possibility
of failure and thus increasing reliability.
Another significant difference between the
Meridian and Mirage concerns the pilot
operation of the de-ice system. The Mirage
employs a one-time cycle activation switch
that needs to be reactivated for as long
as the system is required. The Meridian’s
system is continuous with timed cycles.
In other words, the pilot of a Meridian
activates the system when necessary and
the timer does the rest. Once again, the
Meridian has been designed with ease of
operation through a system that effectively
acts as your co-pilot.

The Meridian’s tail has been strengthened
to handle the 500 Shaft Horsepower of
the PT-6-42A engine. Specifically, the
horizontal stabilizer is larger for increased
handling in all phases of flight, helping
to yield as well a wide CG range. The
vertical stabilizer has been strengthened
to increase stability about the vertical axis.
Unlike the Mirage, which uses a manual
trim system that directly moves the entire
rudder, the Meridian is equipped with an
independent electric trim tab controlled
by dual actuators. The pilot of a Meridian
can select the position of the trim tab
through a digital readout on the power
quadrant. The requirements of these
structural changes are apparent when
comparing the normal operating speed
ranges (green arcs) of both airplanes.
The green in the Mirage tops out at 168
KIAS, while the Meridian continues to 187
KIAS.
In the Meridian cabin, all occupants are
surrounded by double paned windows
with reinforced fuselage structure. This is
a result of the Meridian’s higher approved
ceiling of 30,000 feet, and subsequent
certification standards. Continuing in the
cabin, engineering of the pressurization
system represents another difference
between the two aircraft. Both airplanes
control the desired altitude through a

Cabin Pressure Controller and Rate Knob.
The Mirage uses compressed air taken
from the turbochargers to accomplish
pressurization. A pilot-operated valve
either opens the flow of air or shuts air off.
The Meridian pressurizes through the use
of bleed air siphoned from the PT-6. The
rate and amount of this bleed air is pilot
controllable through an Off, Normal, High
and Emergency switch. These settings
allow the pilot to introduce greater
amounts of heated air to the cabin as
desired, and also act to mitigate anything
that may prevent the cabin from normally
reaching max differential (such as a dirty
outflow valve). In an emergency, a pilot
controllable air shut-off can be found at
the base of the power quadrant. Finally,
as both airplanes warn the pilot visually
of a cabin altitude greater than 10,000
feet, the Meridian goes one step further
by automatically opening the emergency
bleed air solenoid if cabin altitude exceeds
12,000 feet and visually and audibly
warning the pilot of the situation. Upon
reaching a cabin altitude of 13,500 feet,
the Meridian’s absolute pressure regulator
will close the isobaric outflow valve in
an attempt to preserve and reverse the
climbing cabin altitude trend.

Electrical System
The Mirage is equipped with two 70
ampere load-sharing alternators and a 24
Vdc, 10 ampere capacity battery. In the
event of an alternator failure, it is likely that
the pilot of a Mirage will have to shed some
load to avoid drawing from the battery. In
comparison, the Meridian is equipped
with a 200 ampere starter generator, a 135
ampere backup alternator and a 24 Vdc
38 ampere capacity battery. The starter
generator in the Meridian is capable
of handling the entire electrical load of
the aircraft. In the event of a failure, the
backup alternator automatically assumes
the load.

Conclusion
Clearly, designing a modern turbine aircraft
from a piston version involves substantial
engineering and design changes. As
stated in the beginning of this article, a
Mirage is an extremely proven airplane,
fully capable of reliable, efficient travel.
When designing the Meridian, engineers
were wise to look to the Mirage for the
blueprint of how to usher in the next
member of the PA-46 series. Building on
that strong foundation, the Meridian offers
operators a new level of aircraft that carries
on the heritage of the product line.

Continuing with the electrical system,
two additional differences will become
apparent to the Meridian operator. First,
the location of the Meridian’s battery
through an access panel promotes ease of
maintenance. Second, the ground power
receptacle on the Meridian is located in
the rear of the fuselage, further removing
the ground crew from the propeller.
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Who is an insured on your
aircraft policy?
Timothy K. Bonnell Jr.
Tim Bonnell Jr., CIC is a third generation pilot and a second generation aviation insurance
broker. He was raised in the aviation insurance industry and had the opportunity to learn
from the ground up. His formal education was completed at Kansas State University. Tim is
Private and Instrument rated, and pilots the company’s aircraft. He serves commercial and
corporate aviation clients out of PIM’s headquarters in Wichita, Kansas, and coordinates
the agency’s sales and marketing efforts. Tim has the Certified Insurance Counselor
professional designation and serves various roles on a number of Boards of Directors
including: Director of Agents and Brokers for the Aviation Insurance Association, Allied
Industry Representative for the Kansas Agricultural Aviation Association, Vice-President
of the Aviation Software Alliance and Secretary of the Wichita Aero Club.

Question of Definition
As aircraft owners we often conduct
flights on which we carry passengers,
employees or other pilots. Many of us fly
airplanes that are financed and have lien
holders with an interest in the aircraft.
Some aircraft are purchased or operated
on a lease agreement by another party.
Given all of these variables, many aircraft
owners often ask, “Who is covered
(insured) on my policy?”
The answer will vary depending upon the
insurance company and how the policy
is structured. This means that you should
always read your policy and contact your
agent if ever in doubt. For our purpose
here, the answer can usually be found
under “who’s covered” or “who’s an
insured,” which is generally located in the
definitions section of the policy.
We will focus on Pleasure and Business
use policies designed for pleasure and
incidental business travel where no
charge is made or anticipated. However,
some policies may allow for limited
reimbursement such as for fuel and oil.

Who Is Covered

In many policies, the Insured is:
“You,” typically defined as the person
or organization listed as the “named
insured” on the policy (policyholder). The
“named insured” is usually the person
or organization to which the aircraft is
registered or leased. In addition, the
“named insured” is the only insured party
who may make changes to the policy.
Also covered is any person who is using
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or riding in your aircraft with “your”
permission, or any person who is legally
responsible for the aircraft. Pilots flying
with your permission must meet the pilot
requirements of the policy and use the
aircraft within the scope of its approved
uses.

insured” for their private use. They
are not a means to provide coverage
for any type of commercial operation
whether the operator is named pilot
or not. This is often referred to as the
“Aviation Professional Exclusion.”
4.

Employee who “injures” a coemployee. Often called “FellowEmployee Exclusion,” this prevents
coverage when one employee sues
another.

5.

Owner or lessor of an aircraft you
lease, rent or borrow unless otherwise
endorsed. Likewise, if another pilot is
using your aircraft, his non-owned
coverages will probably not cover
you. Non-owned policies are usually
in excess to that of the aircraft owner.

Who Is NOT Covered?

Often excluded as an insured in many
policies is any:
1.

Student pilot, unless listed by name
as a pilot on the policy.
Many people often justify instructing
student pilots who are not named to
the policy by claiming the certified flight
instructor meets the pilot requirements
and is the pilot in command. However,
student instruction is excluded in most
Pleasure and Business use policies,
unless that student is named to the
policy.

2.

Person or organization renting your
aircraft. Rental is a commercial use
and not part of a standard Pleasure
and Business use policy.

3.

Person or organization other than you
or your employees or agents, while
at work for you who design, make,
modify, repair, service, maintain, rent,
sell, finance, lease or charter aircraft,
aircraft engines, parts or accessories,
own or operate a flying school, provide
flight instruction, own or operate an
airport, hangar or aircraft tie-downs,
if the claim arises out of such activity
by such person or organization.
Pleasure and Business policies
are intended to cover the “named

Please keep in mind that not all policies will
exactly reflect the preceding definitions.
Some companies may have more or less
information in their definition of who is an
insured. For example, insureds might
be other people or organizations that fall
under “who’s covered” who are “Additional
Insureds” that are endorsed in the policy.
These may include the lien holder, a lessor
or someone else that has been deemed to
have an interest in the aircraft and its use
thereof. These “Additional Insureds” are
typically presented to and agreed upon
by the company.
What does the policy do for all of these
insureds? The policy provides liability
coverage and a separate legal defense
for each insured; however the policy limits
will not increase for each insured. There
will be one “occurrence” limit for all parties
concerned. You are essentially sharing

your liability limit with each of these
insureds. So in reality, having numerous
“Additional Insureds” on a policy with
a lower liability limit dilutes your own
coverage.
The moral of many insurance-related
discussions will be “read your policy” so
you are fully aware of who and what is
covered under your policy. If any of these
issues create a problem for you, you
should contact your broker to rectify the
situation and amend the policy. So next
time you have a passenger who questions
if he is assuming liability for which he is
not covered while riding in your aircraft,
you will be able to identify the appropriate
answer in your policy.
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Issues and Answers
Bird Strikes!
Mary Bryant
Mary has been a pilot for over twenty-five years and has instructed in the Malibu since 1988 when
she worked for the Piper Training Center. Subsequently, she was Eastern Region Sales Director and
Malibu Mirage demonstration pilot for Piper Aircraft. Mary was also co-founder and owner of Attitudes International, Ins., The New Piper Aircraft’s exclusively approved training school for Malibus,
from 1991 - 1998.
Mary urrently provides Malibu-Mirage and Jet Prop training through Eclipse International, Inc. in St.
Petersburg, Florida. Mary holds ATP, CFII, and MEI certificates, and is type rated in the Cessna Citation. She also has a BA from Northwestern University and an MBA from the University of Illinois.
Mary may be reached at 727.822.1611.

Bird strikes have certainly been hot news
lately. But unlike the incident in the
Hudson, an article in the April issue of
AOPA Pilot reminded me of a bird strike
I encountered when flying with a Mirage
customer some years ago. We were
climbing though 2,500 ft at 120 knots when
we saw a large bird cross the windshield.
We both instinctively ducked, a somewhat
odd behavior because the action would
be too late to do any good before impact.
The blurred sight was quickly followed by
a “thump” when the bird encountered the
airframe. We were grateful the windshield
was not the point of impact. Not knowing
where the bird had hit or what damage
had been done we gently leveled off while
carefully experimenting with the controls.
The airplane appeared to handle normally.
As we were only about 15 miles from our
destination we continued to the airport,
where we made a careful but uneventful
landing.
My previous experiences with bird strikes
were restricted to much smaller birds,
which left little more than a few feathers
and blood on the aircraft and no other
damage. I was hopeful that when we
inspected the aircraft we would find similar
results. We speculated about the kind of
bird that hit the airplane as we taxied in. I
thought perhaps a seagull as the bird was
white with black-tipped wings, and about
that size. I was later reminded that wood
storks have similar markings and are
also often found in the area in which we
were flying. We will never know for sure
because neither one of us were aware
of a standard step pilots should take in
bird strikes, which we will discuss in the
questions and answers section.
Where the bird had hit was obvious
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enough after we inspected the airplane.
A large deposit of blood and feathers
were found on the leading edge of the left
elevator. Unfortunately, so too was a 6-7
inch indentation where the bird had clearly
met its demise. We carefully cleaned off
all of the debris and examined the elevator
along with the rest of the aircraft. The
elevator moved freely and normally and
appeared to be firmly attached. No other
damage was detected.
Not surprisingly no mechanics were
available on this early Saturday evening.
Prior to the bird mayhem, my customer
had planned to continue to his south
Florida destination that evening following
his training session. Instead, I suggested
that he join my husband and me for dinner,
stay in the area, and find a mechanic to
inspect the aircraft before continuing.
I suspected that at a minimum a ferry
permit might be required to fly the aircraft.
Assistance in returning home without the
aircraft was also offered. However, the
client refused both offers and said he
wanted to speak with his own mechanic
and would if necessary have someone
pick him up for the ride home. He insisted
that I keep my other commitment and
promised to call if he decided to stay or
needed assistance otherwise. When I
checked in with him later, he had made the
decision to fly to his destination, a short
flight from where we had parted company.
Fortunately, the flight was uneventful.
However, the plane was immediately
grounded once inspected. The attach
point for the stabilizer had been damaged
and could not be repaired. New parts
were required, which were not available,
so the aircraft was grounded for months
before being repaired and returned to an
airworthy condition.

So in many ways we were fortunate.
Foremost, we did not have a windshield
hit, which was the topic of the article that
first reminded me of this incident. That
would have likely resulted in a much more
serious incident. Plus, we safely landed…
the customer twice.
So let us look at some facts about bird
strikes. Many of these were obtained from
the April 2009 AOPA Pilot article entitled
“When birds strike” by Bob Behren. If
you read that column, consider this a test
of your retention skills. If not, you can
test your general knowledge without the
benefit of prior study.

Questions
1.

The number of reported birds strikes
in 2007 were:
a.
b.
c.
d.

2.

What percent of bird strikes result in
damage?
a.
b.
c.
d.
e.

3.

3,000
7,000
10,000
17,000

5%
10%
15%
20%
25%

What is the chance a bird strike will
be on the windshield?
a.
b.
c.
d.
e.

5%
10%
15%
20%
25%

4.

Where are bird strikes most likely to
occur?
a.
b.
c.
d.
e.

5.

6.

near airports
near water
along migratory flyways
near landfills
near sanctuaries

In which phases of flight are bird
strikes most likely to occur?
a.
b.
c.
d.
e.
f.

takeoff
climb
cruise
descent
approach
landing

At what altitude are bird strikes most
likely to occur?
a.
b.
c.
d.
e.

7.

1,000 ft or below
2,000 ft.
3,000 ft.
4,000 ft.
5,000 ft. or higher

What time of year are bird strikes
most likely to occur?
a.
b.
c.
d.
e.

8.

What time of day are bird strikes most
likely to occur?
a.
b.
c.
d.

9.

Spring
Summer
Fall
Winter
Doesn’t matter

Early morning
Day time
Early evening
Nighttime

Bird avoidance techniques include:
a.
b.
c.
d.
e.
f.

10. If a bird strike appears imminent the
pilot should
a.
b.
c.
d.
e.

Dive under the bird
Maintain level flight
Pull up
Slow down
Speed up

11. If a bird strike is incurred, the pilot
must
a. declare an emergency
b. inform the NTSB
c. determine the aircraft is airworthy before making subsequent flights
d. report it to the Smithsonian

Keep landing and taxi lights on
Fly at high altitudes
Go fast
Keep radar on
Listen to ATIS for reports
Request airport personnel to
disperse birds

cont. page 42 ►
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Issues and Answers
(continued)

ANSWERS
1.

b. 7,000. Reported bird strikes
represent only about 20% of actual
total estimated bird strikes, so the
problem is more widespread than
indicated.

2.

c. 15%

3.

c. 15%

4.

a. About 90% of bird strikes occur
on or near airports, with those near
water having the worst bird problems
according to AOPA. However all of
the listed areas are high bird strike
areas.

5.

e. and f. Approach and landing
account for about 50% of strikes and
take off and climb account for about
35%.

6.

a. 1,000 or below. Over 60 percent
of strikes occur below 100 ft. agl and
more than 90% of reported strikes
occur below 3,000 ft. agl. Strikes at
higher altitudes are more apt to be
incurred during migration season.
Apparently,
birds
have
pretty
sophisticated internal flight planning
capabilities because the altitudes
they select vary with winds aloft,
weather fronts, terrain and cloud
conditions. They generally climb to
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5,000 to 6,000 ft., ascending higher
as they burn fat. They like it up there
because of the lower drag in the
thinner air. Birds have been reported
as high as 35,000 ft.
7.

c. The bird migration seasons of
September-October and March-April
are when the majority of strikes occur.
According to AOPA “more strikes
occur during fall migrations because
large flocks move to wintering areas
over a short period of time, whereas
spring migrations are slower and
more irregular. There is also an
increased risk in July and August
when inexperienced birds are present
and adults molt their flight feathers.”

8.

b. Most strikes (63%) occur during
the day compared to 27% at night
and 10% at twilight.

9.

All of the above except c. In fact,
higher speeds can substantially
increase damage incurred from bird
strikes. The force of impact on an
aircraft depends on the weight of the
bird, the difference in velocity, and
the direction at impact. The force of
the impact increases with the square
of the speed difference.

10. c. pull up. Birds generally break
downward, so any evasive maneuvers
of the aircraft should generally be

directed upward. This also has a
desired side result of slowing the
aircraft to help minimize the velocity
of the impact should one occur.
11. c. determine that the aircraft is
airworthy prior to subsequent flights.
This is the only mandatory event in
every case of bird strike. Depending
on the circumstance, it could be
necessary to declare an emergency
but many strikes do not warrant this.
The event may need to be reported
to the NTSB if significant damage is
done. And yes, believe it or not, it is
recommended that a pilot report to
the Smithsonian the details of date,
time, altitude, location, and any other
known facts of the strike. In addition,
along with the report send (secured
in a zip-lock bag) the Smithsonian
any remains of the bird scraped
from the aircraft. Although this is not
mandatory, the Smithsonian has spent
decades researching the migratory
patterns of birds. Based on this and
other research, the experts there will
identify the remains of the bird by
species whenever possible and add
the accompanying information to the
museum’s data base.
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Malibu Maintenance
Landing Gear Annunciator Lights
Kevin Mead

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

The PA46 cockpit has no shortage of warning
horns, beeps, and lights, but few will rattle a
pilot more than an abnormal landing gear
annunciator light. This is, in part, because a
surprising number of PA46 owners do not fully
comprehend how the lights work or what they
signify. This lack of knowledge seems to be
equally common among veteran Malibu owners
and those new to the airplane. Consequently,
I devote this article to explaining the system
so that the gear annunciator lights can be fully
understood. Let’s see if we can master these
lights.

Landing Gear Down Lights
The information in this section applies to
the Parker Hannifin gear system used from
mid-1986 through 2002 and the Frisbee system
used on the Mirage, Meridian, and Matrix since
2002.
As any PA46 pilot knows, a gear down light,
usually for one of the mains, commonly fails
to illuminate after a routine gear extension.
But no matter how many times you experience
this glitch, or how prepared you are to handle
the situation, you must devote attention to the
problem at a time in your flight when you least
have attention to spare. Remember, though,
that the failure to illuminate is most likely
an indication problem, not a gear extension
problem.
No one really knows the reason why this
happens so routinely in the Malibu, but cold
temperatures are suspect. My hotline calls on
this subject triple in the winter months, and
the problem is most common in JetProps and
Meridians, which descend quickly, giving the
gear little time to warm up. As for prevention, I
do not have much good news to offer. We have
tried everything from changing the hydraulic
fluid to resetting and lubricating switches, but
nothing guarantees that the problem will not
recur.
Word of Caution: What Not to Do
Do not try to test a green down light by pushing
on the light. Even though the indicator looks
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like a test button, the unit is not made
for testing. If you push the light you will
actually be deactivating the module. The
light will push in, but will then pop out just
a little and be totally deactivated. The bulb
will never illuminate with the light in this
position. You should only push in on the
light if you need to change the bulb. If you
push this light by mistake, gently pull the
light button out approx ¼ inch, then push
back in and do not touch again. Careless
handling of this light can cause serious
component damage to the annunciator
system.
What to Do
I am not a flight instructor. But in my
opinion here are the proper steps to take
if a down light fails to illuminate:
1) The immediate fix is to recycle the
gear. Upon recycling once, all three lights
usually appear, but in extreme cold, gear
may require more than one recycling.
Of course, once on the ground, have
someone investigate. But be prepared
to find no obvious problems with the
gear. Most likely this condition will not be
duplicated on jacks.
2) Obviously, if you do not get one or
more of your down lights and the gear
warning light is on, you have a problem.
Try recycling the gear. If this fails to put
out the gear warning light, try a freefall
(emergency gear extension).
3) If your gear warning light is still not
illuminated, push the “annunciator test”
button to check your lights. Do this
whether you have the Gar Kenyon, Parker
Hannifin, or Frisbee system.

Note that a down light rarely fails to
illuminate with the Gar Kenyon system
used in early Malibus. In these planes, far
more common is to have a condition in
which the gear goes up but the light will
not extinguish. This problem can usually
be addressed by cleaning the down limit
switch and resealing the switch actuator.

Hydraulic Pump Lights
Gar-Kenyon amber “hydraulic” light
Some owners and even some flight
instructors believe erroneously that the

amber “hydraulic” light should come on
whenever the hydraulic pump is running.
This is true for the Parker- Hannifin and
Frisbee systems but definitely not for
the Gar-Kenyon. In fact, the Gar-Kenyon
“hydraulic” light only illuminates when the
entire system has been shut down by the
unit’s controller, so it cannot illuminate
when the pump is running. The only
purpose of this light is to tell the pilot that
the hydraulic pump has been deactivated,
either because the pump cycled too many
times or for too long. Many people are
cont. page 48 ►

If the gear light does not illuminate
with the annunciator test button,
visually verify that all three lights are
in the same position. In other words,
make sure one has not popped out
a little. Do not touch the lights, just
look. If you see one standing out
past the other two just a little, reset
this button by carefully pulling out
the offending light approximately ¼
inch, then gently pushing back in. If
the annunciator test button does not
illuminate the gear down light and all
three lights are in the correct position,
you may have two burned out bulbs.
This may seem far-fetched, but each
down light contains two bulbs. One
may have been burned out for a while
without being noticed.
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Malibu Maintenance
(continued)

unaware that Gar-Kenyon Malibus came
from the factory without a “hydraulic” light
or controller at all. Both parts were added
as part of Piper SL984. The controller
was added to shut down the hydraulic
pump when a problem is encountered
somewhere in the hydraulic system.
Resetting the 25 amp pump circuit breaker
is the only way to reset the system and
extinguish the light.
I have described the way a post-SL 984
system should operate. Occasionally, we
see a Gar Kenyon plane that has been
altered by an uninformed mechanic to
undo the SL mod. If this has been done
to your plane and you want to “undo the
undo,” please contact me.
Parker - Hannifin and Frisbee amber
“hydraulic pump” light
This light informs the pilot that the pump
is being told to run, illuminating when
the pump runs to build pressure. Every
time the pump recycles the light will flash
quickly. Particularly in daylight you may
never even notice. If you cannot see the
light, you may be able to hear the pump
through your headset. This cycling is
perfectly normal as long as the light goes
out quickly. In very cold weather you may
notice the pump cycling more frequently.
The o-rings can shrink, causing loss of
system pressure, resulting in the pump
recycling more often to restore pressure.
As you descend and get warmer, the
pump should cycle less
frequently.
If the “hydraulic pump”
light comes on and
stays on, quickly shut
the pump down with
the 25 amp breaker.
This may be a sign of a
massive leak preventing
the hydraulic pump from
building pressure. If not
disabled immediately,
the pump will keep
dumping
hydraulic
fluid until the supply
is exhausted and the
(extremely expensive)
pump burns up.
So assume you have
pulled the breaker as
soon as you noticed
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the problem. Your landing gear will fall
out of the wells; you will need to land as
soon as practical. Personally, I would try
to use what little fluid may be left in the
pump to try to get the landing gear to lock
in the down position. You should practice
this simulated maneuver with a flight
instructor before attempting on your own.
Keep in mind that while the mains may
lock just by falling, the nose gear may not
lock without the assistance of the pump:
the nose gear will not have the normal
momentum of a typical freefall and you
will be at higher speeds. To get the gear
to lock, slow down (do not stall), push the
freefall handle back in (if you had pulled
it out), put the gear handle down, then
push the hydraulic pump circuit breaker
back in. At reduced power to slow down,
turbine pilots can consider feathering the
prop, further reducing resistance to the
nose gear motion. Do not stall. I cannot
emphasize enough that you need to
practice how to handle this scenario with
an instructor.
Make sure you change your nosegear
downspring on a regularly scheduled
basis so that the spring can properly
assist when most needed.
If you need to replace your pump, Arizona
Aircraft and Piper provide overhauled
Parker Hannifin pumps. Piper is the only
source for the obscenely expensive
Frisbee pump.

Gear Warning Light
The purpose of the red “gear warning”
light is to tell the pilot that one or more of
the three landing gear are in transit, or not
locked down or fully up. The light coming
on with the gear fully in the “up” position
is usually not a big problem. Troubleshoot
when you get on the ground, as I discuss
below, but immediate action is not typically
necessary. If you get the light with the
gear in the down position, you likely have
a problem. Please refer to the instructions
above. Remember that the gear warning
light may occasionally illuminate when
making descents at high speeds. Often
the light will extinguish when the plane
levels out and slows down.
If your gear warning light is coming on in
level flight with the gear up on more than
one flight, have someone look into the
issue. The problem can be caused by one
or more gear slightly coming out of the
wheel well. Troubleshooting to determine
which gear is the culprit can be difficult.
The best approach is to disconnect one
gear door up switch cannon plug at a time.
Fly the plane after each disconnection.
I recommend you begin with the LH
main because that one is usually the
problem. If the problem goes away after
disconnecting the switch, that is the gear
giving you the problem. Once you isolate
which gear is coming down, find out why.
Interpreting the meaning
of all the lights in your
cabin can be confusing,
and not having a clear
understanding of what
a light means can be
dangerously distracting. I
believe we need more pilot
training in this area. This
would be a good topic for
the Malibu Mirage Safety
and Training Foundation.
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Flying to the Dominican
Republic
Thierry Pauille
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

Since our last visit together for a great
weekend getaway to the Leeward Islands
of the Caribbean and the beautiful resort
island of St. Barth, much has changed in
the world economy. We still enjoy flying of
course, but many of us are now looking for
places that fit these new circumstances.
By that we mean affordable and relatively
near-by destinations that welcome private
pilots and encourage general aviation
with low or waived fees.
I have just the place for you. Since the
summer of 2008 the Dominican Republic
has decided to waive all fees related to
general aviation aircraft. That includes
over flight, landing, and handling fees.
The only fee to be paid is the departure
tax at about $10 per person. If you need
fuel, you will be happy to learn that on our
last Journey in February 2009 we paid
$2.76 per gallon.

Getting There
Our home base in Palm Beach, FL
(KPBI) is in direct line to the first airport
of the Dominican Republic, Puerto Plata
(MDPP), only 675 nm away. The airways
routing is easy, being merely a straight
line from Palm Beach to Puerto Plata.
The flight itself is easy. Typically you
will see a tailwind all the way to Puerto
Plata. Amazingly enough you will be in
sight of land from the mid 20s during the
entire flight. You will enjoy the beautiful
waters of the Bahamas and the Turks and
Caicos before entering the airspace of
the Dominican Republic. For all but the
terminal phase of the journey you will be
in radio contact with Miami Center. As you
approach land, Miami will pass you to
Santo Domingo Center, where controllers
speak beautiful English with an obvious
Spanish accent. The Flight Information
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Region (FIR) boundary for the Dominican
Republic is only about 50 miles away from
your destination. With the enhanced radar
services now available, you will be under
radar contact throughout your flight.

Landing
On this journey we chose to land at Puerto
Plata (MDPP), but you will find the same
excellent service and no fees provided at
every airport in the Dominican Republic,
including Punta Cana, La Romana, Santo
Domingo and some other airports inland
and on the coast. Obviously you will
need to arrive in the country at an Airport
of Entry.
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Puerto Plata has one runway 08/26, which
is over 10,000 feet long. The airfield
has a VOR circle-to-land approach. By
experience, and based on dominant
winds on the north coast of the Dominican
Republic, be prepared to fly the full arc of
the DME VOR approach followed by the
circle to land.

Accommodations

The general aviation area is located
behind the main terminal. Local help will
be at your disposal to unload the plane.
Refueling is done on trucks.

For those interested in an all-inclusive
property, try the Iberostar Costa Dorada
(www.iberostar.com) situated on the
beach of Costa Dorada. The Iberostar is
a haven for water sports enthusiasts with
snorkeling, diving, kayaking, windsurfing

Puerto Plata accommodations range
from two to five star hotels. Our preferred
property is the Casa Colonial (www.vhhr.
com), an intimate and prestigious property
associated with Small Luxury Hotels of the
World.

cont. page 55 ►
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Flying to the Dominican Republic
(continued)
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Flying to the Dominican Republic
(continued)
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Flying to the Dominican Republic
(continued)
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Flying to the Dominican Republic
(continued)

and sailing. Besides the three- mile
stretch of beach, the touristic area has
a shopping mall, restaurants, bars,
gift shops and a movie theater. You
will also find there two casinos, tennis
clubs, horseback riding areas and
an 18-hole golf course designed by
Robert Trent Jones.

Attractions
Ocean
World
is
the
largest
entertainment complex in the country.
In addition to the Adventure Park, the
complex has a casino and world-class
marina.
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Fort San Felipe is the oldest fort in
the New World. Ordered by Philip II
of Spain in 1564 the compound took
33 years to complete. With walls more
than six feet thick the fort was virtually
impenetrable. The facility was later
used as a prison.
No visit to the Dominican Republic
north coast would be complete without
a visit to the Brugal Rum bottling
operation. While actual production
takes place elsewhere, visitors end the
tour with a much-welcomed sample.

Transportation
Returning home is straightforward.
Filing the flight plan can be done by
the local handler using the ICAO form.
Remember to call your U.S. airport of
entry customs office to inform them of
your pending arrival. Also, be aware
of the new eApis reporting system
starting May 19. I will report on using
the new system in a forthcoming
article.
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Notes From

M•MOPA

Headquarters

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

Ronald McCulloch
N24WW
Farmington, NM
Ronald has a 550 Malibu. He
has over 2000 hours and holds a
Commercial license with
Instrument and Multi ratings.

Scott Dalecio
N723K
Rancho Mirage, CA
Scott is CEO of KSL Resorts.
He has a Meridian and holds a
Commercial license
with an Instrument rating.

Duane Frederiksen
Scottsdale, AZ
Duane has over 1400 hours
and holds SEL and Instrument
ratings. He is retired.

Ginger Brown
Beverly Hills, CA
Robin Sheth
Charlotte, NC
Robin is a Banker with
Wachovia Bank.

James Carlin
N94KM
Clarkston, WA
James is a Safety Coordinator/
Company Pilot at M.A. DeAtley
Construction, Inc.
They have a JetProp.

Kent Feltz
Baxter, MN
Kent owns KF Engineering. He
has a Mirage.

Jacques Esculier
Brussels, Belgium

Ginger’s company is GATN.
They own a JetProp.

Egon Steiner
D-EOPG
Bannwil, Switzerland
Herr Steiner is CEO of VIDIN
AG. He has a JetProp.

Steve Bruno
N419GR
Oklahoma City, OK
Steve has a Meridian. He has
over 4200 hrs and holds a
Commercial license with
Instrument, ME and SES ratings.
He is a Contractor.

Mike Gonce
Oklahoma, OK
Mike is a Physician. He has over
900 hours and holds SEL and
Instrument ratings.

Jacques is CEO of WABCO.
Barkley Spikes
Conroe, TX
Barkley is in Sales.
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Casey Lenox
Scottsdale, AZ

Howard Boone
Suwanee, GA

Andrew Cragg
Edina, MN

Casey is a Physician.
His company is Valley
Anesthesiology Consultants. He
has over 2000 hours and holds
Instrument and glider ratings.

Howard’s company is Accenture.
He is a Partner.

Andrew is a Physician. He holds
ATP, CFII
and MEI ratings.

Marvin Smith
Chatanooga, TN

Neal Lintecum
Lawrence, KS
Neal is a Physician. His
company is
OrthoKansas.

Jeff Myers
Leawood, KS
Jeff is an Energy Trader with
D.E. Shaw & Co.

No information available.
Julian Allen
Oxford, MS
Dan O’Banion
San Antonio, TX
Dan is with Cutter Aviation.

Julian is a Contractor. His
company is
R.J.Allen & Associates, Inc.
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M•MOPA Classifieds

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

GPS Manuals
A Pilot-friendly manual is now
available for the WAAS Version of
the Gamin G1000. Our task-oriented
manuals are simplified directions
that lead you step-by-step through
all the GPS operations. This manual
explains the entire contents of both
the PFD and MFD along with all the
soft keys. An Index supplements the
Table of Contents. Using our manuals
with the units or trainers is the fastest
and easiest way to learn. Our library
also includes: The Garmin GNS 430,
430W, 480, 530, 530W, GPS on the
G000, GPSmap 295, 296, 396, and
496, Bendix/King’s KLN 89B/94,
90B, and 900. G1000W is $53.95,
IFR models $44.95 and Hand helds
$39.95. Add $6.00 for S & H. Other
than U.S. add $6 more. ZD Publishing,
Inc., PO Box 3487, Wichita, KS
67201, 888-310-3134. (In Kansas
316-371-3134)
www.zdpublishing.
com

19th Annual Convention
October 28-31, 2009 Scottsdale, AZ
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Training Update ...
The following facilities offer initial and/or recurrent training for the Malibu•Mirage.
This list does not constitute an endorsement of any of the trainers listed below.
Advanced Flight Training
International, Inc.

Vero Beach, FL
(772) 473-7356
Initial & Recurrent Courses

FlightSafety International

Mariani Aviation Services

Lakeland, Florida
1-800-726-5037

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

Initial & Recurrent Training

Initial & Refresher Training with
John Mariani at any location

Aircraft Training Services, LLC.

Travis Holland
Holland Aero

Buffalo Grove, Illinois
(847) 947-2238

www.holland.aero
360-734-8419

Initial & Refresher Courses

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

Aviation Training Management

Vero Beach, Florida
(772) 778-7815
Initial & Refresher by Appointment
Eclipse International, Inc.

St. Petersburg, Florida
(727) 822-1611

SimCom Training Centers

Vero Beach, Florida
1-800-272-0211

Initial & Recurrent Training

Initial & Refresher by Appointment

SAFETY / FLIGHT SESSIONS:
September 18 – 19			
Bar Harbor, ME
Hancock County – Bar Harbor Airport
(BHB) Piper Host / FBO: Columbia Air
Services			

SAFETY SYSTEMS / MAINTENANCE SESSIONS:
November 12 - 14 		
Vero Beach, FL
Vero Beach Airport (VRB)
Host: Piper Aircraft Company

International Session (Ground School Only):
Trip: July 16 - 27		
Rome, Italy
Florence, Italy
Italian Air Force Museum @ Lake Bracciano

Events Calendar
October 28-31, 2009
Scottsdale, AZ
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Initial & Recurrent Training for Malibu,
Mirage, and Meridian with Dick Rochfort
At any location

Vero Beach, Florida
(772) 562-5438

MALIBU/MIRAGE SAFETY & TRAINING FOUNDATION

19th Annual Convention

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

Lester Kyle’s Aircraft Training

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

August 14 – 15 		
Olathe, KS
Johnson County Executive Airport (OJC)
Piper Host / FBO: Kansas City Aviation
Center, Inc. (KCAC)

RWR Pilot Training

Helpline ...
620-728-8634
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