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by Jeff Schweitzer

Letter from the Editor

Palm Springs
You hold in your hands the issue bringing 
you comprehensive coverage of the annual 
convention in Palm Springs, California. 
Since I am writing this four days prior to 
my departure for the meeting, however, 
I have nothing to say, other than I am 
looking forward to the meeting you have 
already had. I gather we all had a great 
time. See the article on the convention for 
all the gory details, and enjoy the gallery of 
photos, embarrassing and otherwise. I will make 
further comments on the event in the next issue.

Wonderful World of WX
Almost 30 years after the end of World War II, 
a Japanese soldier, a lieutenant by the name 
of Hiroo Onoda, was discovered living on the 
remote island of Lubang in the Philippines 
completely unaware that hostilities had ceased 
three decades earlier. In that same spirit of being 
badly informed, at a level of colossal cluelessness 
worthy of a gold medal, I recently discovered that 
I could get NEXRAD weather in my airplane. 
Admittedly, I am a bit late to the party, but here I 
am waiting awkwardly at the door, hoping for an 
invitation to come in and join the festivities. Odd 
how I actually never received an invitation to the 
party… but I digress.  I was acting the Luddite 
with regards to weather technology because I 
was holding out in hopes of upgrading to either 
a JetProp or Meridian, in which case I would 
spend the money to install a panel-mounted 
version of this latest technological wonder. But, 
alas, my business model of buying high and 
selling low has mysteriously failed to make me 
wealthy, so I am for the moment stuck with my 
struggling piston. In accepting this ugly reality, 
I chose the only other path available to me for 
in-cockpit weather, the Rube Goldberg method 
of using a PDA sporting a full-color GPS moving 
map, attached to a bewildering array of wires 
and antennae. For no particular reason, I chose 
to purchase the system from Anywhere Wx. UPS 
or FedEx is preparing to deliver my package as 
we speak. I will report in the next issue on my 
experience with setting up and using the system.

By the way, I say UPS or FedEx instead of 
choosing one over the other out of fear of 
reprisal. I suspect that any hint of favoritism 
would lead to a swelling demand for a side-
by-side comparison of the two services. The 
latest exercise in comparing the two PA-46 
turboprops cured me of any such ambition.

But I digress yet again, and would like to get 
back to the subject of weather, if you would only 
stop interrupting me. Focus -- must ignore these 
voices. I know Lennon is dead. Leave me alone. 

Anyway, I am writing this in San Diego, having just 
flown in from Austin, Texas, last night. During the 
first half of that trip, I deeply regretted not having 
NEXRAD available. As seems to be always the 
case, the thunderstorms said, “you and me, 
let’s dance.” At 5:30 am, radar was showing a 
huge concentration of convective activity smack 
in the heart of west Texas, stretching between 
Fort Stockton and Junction, and up to Midland. 
In other words, a solid patch of level 3 to 5 
thunderstorms was boiling away exactly along 
my route of flight. A second group of cells was 
growing in the southwestern section around 
Marfa. As an annoying aside, I’d like to mention 
that nowhere else in the entire country could you 
find bad weather. Neither system was moving 
much, and the southern boundary around the 
central ugliness offered the best way through. My 
only hope was to fly toward Junction, then, before 
hitting the activity, turn southwest toward Rio for 
about 100 miles, then swing due west for about 
150 miles, then finally head northwest toward El 
Paso, passing just south of Fort Stockton. Armed 
with that mental image, my Stormscope and 
radar, I set off into the wild gray yonder. Without 
my fancy Anywhere Wx, I had to fly the weather 
by Braille. But the strange thing about weather 
is that change is constant, and the mental 
image I formed was only a bad approximation 
of the morphing reality. That is where the 
Stormscope and radar proved themselves so 
valuable: NEXRAD is great for strategy, but can 
never replace radar or sferics for tactics, in my 
humble but yet incredibly well-informed opinion. 

cont. page 8 
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Letter From the Editor
(continued)

The southern border of the convective area 
moved further south than anticipated, but 
I was able to skirt the boundaries with the 
ancient on-board equipment. In spite of that 
success, it was absolutely clear to me that 
NEXRAD would make life significantly easier, 
and much safer. I would of course prefer to 
have the weather overlay into a widescreen 
TV in the panel, but I will have to wait for that 
to happen until I buy my Mustang. Yeah, 
I know I’m crazy, but thunderstorms are 
following me, and I have evidence they’re 
tapping my phone. Say what you will.

No Pain No Train
Since becoming a servant to my airplane 
almost 5 years ago, I have diligently trained 
every March with John Mariani in Florida, 
making Vero Beach almost as familiar to 
me as Hutchinson, Kansas. I have also 
taken several of the Safety and Training 
Foundation courses for mid-year tuning, 
and have on occasion written about those 
experiences. Yet knowing that nobody 
actually reads what I write, I detected an 
opportunity to bring up the subject yet again. 

The thought dawned on me recently that Vero 
Beach is in fact a fair distance from Austin, 
Texas. Such moments of brilliance, while rare, 
can come to me suddenly with no warning. 
It’s a gift, and one that I’ve reluctantly learned 
to accept. That insight corresponded to an 
invitation from Richard Bynum to join him and 
a group of local pilots who train with John 
in San Antonio each year. I quickly realized 
that San Antonio is closer to Austin than 
Vero Beach. Again, it is just something I was 
born with. In order to get into synch with the 
more-or-less-local group, while not exceeding 
12 months between sessions, I decided to 
double up and train again with Mariani in 
August in San Antonio, to be followed by a 
session in Fredericksburg with the training 
foundation in November. If you are particularly 
astute, you might have gotten the impression 
that I will have trained extensively this year. 

My point, should I have one, is that I have 
detected the possibility of a diminishing 
return, something I previously thought 
unlikely with training. Let me say up front 
that training will always be valuable, and 
one would be hard pressed to over-train. 

But I suspect that my skills decline at a rate 
that can be addressed safely in 6 month 
intervals, and more frequent training, while 
nice, is probably not warranted considering 
the cost and effort involved. I think for me, at 
this stage of my life, the curves of declining 
skills and safety meet at about 6 months. 
But a more important point is embedded 
here. Annual training alone is not sufficient. 
While training more than twice per year might 
have diminishing returns, training only once 
per year is an invitation to respond slowly, 
or inappropriately, to a real emergency.
Pilots at our level need training not to hone 
routine skills, but to review emergency 
procedures that are used infrequently, if 
at all. The dilemma is that reactions to an 
emergency must be quick, decisive and 
appropriate to the circumstances – but by 
definition such events are rare, and therefore 
our reactions to them are rarely practiced. 
Use it or lose it applies here, and studies 
have demonstrated that unused motor skills 
decline precipitously after about 6 months. 
For this reason professional pilots train 
twice per year. So the ability to nail an ILS 
or fly a perfect race track pattern is not the 
point, and those skills should not lead one 
to believe that all is OK on the western front. 
You may do those well but fail at a critical 
moment during an emergency. With this 
reality in mind, MMOPA heavily subsidizes 
supplemental training for our members, at 
locations conveniently distributed across the 
country, under the auspices of the Malibu 
Mirage Safety and Training Foundation 
(MMS&F). Look on our web site or call Mona 
Rathmel, and sign up for the next session. 
Plan on taking supplemental training every 
year, and schedule this as early as possible so 
that you do not have the excuse of competing 
obligations. And no, I’m not your mother.

Shorty Pants
Of late I have been flying into the San 
Francisco area for business that takes me on 
both sides of the bay. At first I flew into San 
Jose International at the southern tip of the 
bay, giving me easy access to either side. But 
frankly SJC is not friendly to general aviation. 
The FBO, which clearly disdains any beast 
burning something other than kerosene, 
treats me like a second-class citizen, and 
then charges $60 per night for the privilege, 

all accented with an unfriendly attitude. Fuel 
prices flirting with $4.00 per gallon at last 
count do not make the situation any better. 
So I have scratched that airport off my list. I no 
longer even bother with San Francisco due to 
the inevitable and lengthy departure delays. 
But Oakland and Hayward are both great, 
with easy access in and out, and friendly 
FBOs. Bridges across the bay to the west side 
make for an acceptable trip on the ground.
But last month we had a client in Palo Alto, 
so I thought, hey, why not just fly directly to 
the airport there? The towered field is not 
more than 5 minutes from the site, and after 
all, isn’t this the big advantage of general 
aviation? The runway is short at 2443 feet. 
Landing would be no problem, but the take 
off deserved closer scrutiny. Definitely within 
the limits of the POH, but with no margin. 
On the plus side, the field is at sea level, 
and a morning take off would ensure cool 
weather. Also, typically a decent wind blows, 
helping reduce the take off roll even more.
But the day before departure, I broke out 
in a cold sweat, and decided to crunch the 
numbers again. I did not like what I saw when 
considering the airplane fully loaded with 
passenger and bags. So I chickened out. The 
day before we planned on leaving, I woke up 
early to take advantage of the morning cool, 
and repositioned the empty plane to Hayward, 
where we would load and depart the following 
day. Even with a picture perfect short field 
take off (if I may say so myself), the end of 
the runway was a bit close for comfort when 
the wheels finally left the ground. Given the 
wind and temperature, and properly inflated 
tires, the plane performed very close to book 
value, requiring about 2100 feet of roll. Just 
like advertised, but zero room for error. For 
me, this experience has made me raise my 
field length minimums to 3500 feet, assuming 
other mitigating factors like low altitude and 
low temperatures. For example, a take off 
from El Paso in boiling sunlight at 4300 feet 
would require something a bit more than my 
minimum. Fortunately, the runways there are 
generous, as they must be given the always-
high density altitudes. The bottom line is that 
take off performance is a real limitation that 
must be considered on every trip. Strapping 
on the plane and hoping for the best does 
not work well. And no, I’m not your mother.
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The View from Vero Beach
Hurricane Season at New Piper
by Chuck Suma

Piper Perspective:

President
The New Piper Aircraft, Inc.

Chuck Suma

As we get back on track in the wake of 
Hurricanes Charley, Ivan, Frances, and 
Jeanne, the one thought that sticks in my 
mind is how many calls we received from 
our extended New Piper family offering help 
and asking about how we were coping. 
While Charley and Ivan caused no real 
damage in our area, Frances and Jeanne 
were another matter altogether. In the first 
few days after Frances hit, as we were 
cleaning up and making our first initial 
damage assessments, your calls and offers 
of support went a long way to helping us. That 
was doubly true in the aftermath of Jeanne.

While we have been relatively lucky in terms 
of how the hurricanes affected our business, 
the same can not be said when it comes 
to the toll that the hurricanes took on our 
community. Most members of the New Piper 
Team have seen some damage to their 
homes, been without power and water for 
extended periods and, in the extreme, Team 
Members lost their homes due to storm 
damage. The outpouring of support, good 
will, prayers and thoughts have touched 
every member of the New Piper family. The 
generosity of our dealer community, our 
owners groups, and even our competition, 
is overwhelming and heartwarming.

As I write this, we are working diligently to 
restore our business operations in the wake 
of the damage caused by both Hurricanes 
Frances and Jeanne. The good news is 
that we are continuing to delivery aircraft 
and ship parts. We also have brought 
back approximately 200 people in the 
wake of Hurricane Jeanne and continue 
to bring back members of Team Piper 
every day.  By the time you read this, we 
expect to be completely back on track.

In al l ,  we ant ic ipate that  Hurr icane 
Jeanne  has  de layed the  p rogress 
we made in the aftermath of Hurricane 
Frances by approximately two weeks.

Prior to Hurricane Jeanne and after the 
damage inflicted by Hurricane Frances, we 
had made significant progress in cleaning 
up and resuming business operations. 
In just a little more than two weeks, we 
had brought back half of our workforce, 
approximately 500 people, in what was a 
classic example of restoring business in the 
face of a natural disaster. We now anticipate 
that it will take us about the same amount 

of time to return to that stage of recovery 
in the aftermath of Hurricane Jeanne.

The planning, management of resources and 
hard work by all the members of Team Piper 
who have been working, in some cases around 
the clock, have enabled us to save a great deal 
of time and heartache as we work to bring 
back our employees as quickly as possible.

In the case of both hurricanes, we followed the 
same approach. We first brought in experts to 
assess the extent of our damage and to ensure 
that our buildings were structurally sound. In 
tandem, we brought in our maintenance and 
facilities people to start the tough work of 
digging out from under. Then we brought in 
team members who had the expertise and 
responsibility for resuming delivery of aircraft 
and parts shipments. At the same time, we 
have moved rapidly to restore production.

The damage caused by Hurricane Frances 
required us to move offices and parts of our 
assembly and production facilities to other 
locations on the New Piper campus in Vero 
Beach. The good news about Hurricane Jeanne 
is that none of the areas where we relocated 
operations and offices were significantly 
damaged. In all, we sustained no damage to 
our tooling and manufacturing capabilities, 
any aircraft that were in production, or any 
aircraft components and parts. Moreover, 
we relocated all completed aircraft on our 
ramp to other airports before either Hurricane 
Frances or Hurricane Jeanne arrived.

It has been the hard work of Team Piper - 
management, staff and hourly workers - as well 
as help from our community, our customers 
and the New Piper dealer network that has 
enabled us to get back up and running as 
quickly as we have. I especially want to thank 
MMOPA for your resounding support and all 
the calls from MMOPA members offering help, 
prayers and a good word during the toughest 
times. I can not say enough about all of you 
– the individuals and companies who have 
provided supplies, goods, services and cash 
donations to aid Team Piper members in the 
aftermath of Hurricanes Frances and Jeanne. 

Your help and support has played a large part 
in helping us get back on track so quickly. 
You have truly let each of us at New Piper 
know how strong our team is – both here 
at the factory and within our extended Piper 
family. Thanks so much for all your support.
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Douglas 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.

by Doug Leet

Not long ago, on a bright and sunny day, 
my wife and I were returning home when we 
drove past a restaurant in a local shopping 
center. In stark contrast to the cheerfulness 
of the clear blue sky and crisp clean air, 
she noticed sadly that no cars were in the 
parking lot and all lights were off in the 
restaurant. The next day she dropped by the 
popular bistro and read the sign: “Thanks 
for your patronage the last 10 years.” She 
was rather upset by the closing, since we 
always thought the restaurant had a good 
reputation and offered a nice variety of 
upscale continental cuisine. Why were they 
closed? Well, I reminded her that we ourselves 
had not been there for a meal in quite awhile 
in spite of our fondness for the place. 

Special Place
We often take for granted many good 
things and seem to have insufficient time to 
patronize or even appreciate these “special 
places.” MMOPA is one of these “special” 
places. We offer many critical services 
that many of do not pause to appreciate. 

• Our  in ternet  s i te  is  superb,  w i th 
many  wor ld  exper ts  read ing and 
c o n t r i b u t i n g  t o  t h e  d i a l o g u e . 

• Our magazine should get an award, 
being by far the best type-specific 
publication in the world of aviation. 

• We have a 24 hour HOTLINE for PA-46 
problems, with an expert A&P just a phone 
call away, all at no cost to members. 

• We subsidize the best instructors in a great 
safety and training program, far better than 
most BFRs, and at a fraction of the cost. 

• We present a unified front when representing 
owner interests in a wide variety of areas, 
including dealing with FAA, insurance issues 
and fleet-wide maintenance problems.

• Our annual conventions are arguably 
the best in the field, with most of the 
benefits of larger national meetings but 
in a much more intimate setting. We 
have an informative and rich academic 

program, with a chairman (Dr. James 
Yankaskas) committed to serious learning. 
Yet we accomplish all this in the form of 
a pleasant and entertaining social event. 

Ramp Check
Frankly, many PA-46 owners and drivers do 
not seem to appreciate fully what tremendous 
good this organization is doing for them 
and the community. When I meet pilots 
on the ramp who are not yet members I 
usually ask them to join our organization, 
or suggest they at least take a look. “I don’t 
have time” is often offered as one of the 
many lame excuses I have heard. That may 
sound harsh, but if you own or operate a PA-
46, you should belong to MMOPA. Period.

These folks are missing out and could benefit 
from this group. We all could benefit from 
them, too. When I became the president 
last fall, my pledge and goal was to increase 
membership in the MMOPA. As fast as we 
get new members, however, others do not 
renew. Far worse, though, are the those 
who do not care. We can do better. We have 
the best and the best-organized aviation 
group in the industry. Let us build on this 
amazing foundation and become even better.

Is That Table Free?
So the challenge is: what can I do as president, 
and what can we do as an organization, to help 
grow and remain vibrant and relevant? We all 
need to step up to the plate and get involved. 
We need more articles for the magazine, and 
greater participation in the training seminars. 
We need enthusiasm to continually improve 
this great organization. You are MMOPA. We 
are after all nothing but a collection of pilots 
interested in safe operation of our aircraft. 
Volunteer your time to the Board, and ask 
what you can do to help. Get involved; 
encourage others to join. We do not want to 
be that favorite restaurant, beloved by the 
community, but nevertheless not patronized; 
we want to be the restaurant that has a long 
line of anxious diners waiting to see if a table 
will become available at the hippest place 
in town. Only you can make that happen.

Note from the President
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Note from the President
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Jim Yankaskas

Aviation News

Good Quarter (Finally)
No PA46 accidents were reported in the 
last quarter. This good report elates me, 
but does not deter my mission to improve 
my own and our fleet’s safety. Two Malibu 
piston engine failures during IFR flights in 
the last 14 months were handled skillfully by 
the pilots, and illustrate the benefits of good 
training and proficiency. But an advertisement 
for accessories from a destroyed Malibu 
caught my eye. The accident happened in 
Canada, and therefore did not get into the 
NTSB files. I called to learn the details. Perry 
Wilson of Ponoka, Alberta, described the 
events as if they had happened yesterday. 

C-GBCP
Perry bought his 1984 PA46-310P Malibu 
in 1986, and had since then accumulated 
nearly half of his 7000 flight hours in that 
airplane. Prior to the accident, he had no 
major problems. When the pistons stopped 
doing their job, the airplane had a Continental 
TSIO-520BE engine with 480 hours. 

On August 4, 2003, Perry departed Gore Bay, 
Ontario (CYZE) for a routine IFR trip with his 
wife, two sons and one of his daughters. Ben, 
his Malibu-qualified oldest son, was co-pilot. 
Perry was cleared to FL200, but he leveled 
at 12,000 feet for traffic and reduced power. 
Without warning the engine lost all power. 
They were above an overcast and over Lake 
Huron. Initial troubleshooting (changing fuel 
tanks, adjusting mixture, moving the throttle, 
hitting the boost pump and changing to 
alternate air) did not restore power. Perry had 
his son fly an assigned heading and trim to 
90 knots IAS while he evaluated the options. 
Their GPS showed them equidistant (about 
25 nautical miles) from CYZE, Drummand 
Island, MI (ORM), and Thessalon, Ontario, 
a 3,100-foot private strip. Perry chose to 
head for Gore Bay based on wind, runway 
length, emergency services, and familiarity. 
ATC offered any needed assistance.

The prop was windmilling and did not 
respond to the pitch control, giving an 800 

fpm descent. Perry tracked the GPS distance, 
ground speed and vertical speed. Reaching 
the Gore Bay Airport seemed impossible. 
About five minutes later the prop seized, 
reducing drag and decreasing their descent 
to about 600 fpm. Landing at Gore Bay was 
perhaps possible. They entered the clouds 
at about 5,500 feet and continued tracking 
toward CYZE. A small change in track 
alerted Perry to the incipient gyro failure. 
He covered the instrument and his son 
proceeded on course using partial panel. 

Despite the changing conditions, their ability 
to glide to Gore Bay was marginal. But their 
course would take them over an island. The 
coastline is steep, and they rejected the 
option of landing in the 100+ foot deep water. 
The visibility below the 1,500-foot ceiling was 
more than 10 miles. When they broke out of 
the clouds Perry confirmed that stretching 
the glide to Gore Bay was too risky. He took 
control and headed over the brush-covered 
island. At about 900 feet AGL he spotted 
a north-south road and did a 360-degree 
turn to line-up with a wider portion of the 
road. His son called out their airspeed as 
he extended gear and flaps on short final. 

The road was narrower than the wingspan and 
Perry moved a few feet to the right to avoid 
the power line poles on the left side. They 
maintained airspeed and control while their 
right wingtip hit a small tree. When within ten 
feet of the ground a larger tree tore the right 
wing off near the root. The left wheel landed 
on the road. They skidded toward the right 
side of the road. The nose wheel dug into the 
soft embankment and they flipped over the 
nose at slow speed and stopped inverted in 
the roadside ditch. The windows were against 
the soil and the cockpit and cabin were dark. 

They were shaken but conscious. Perry’s 
daughter Ginette opened the upper door 
section and they evacuated the airplane 
quickly. Fuel flowed into the cabin, but 
did not ignite. A farmer saw the crash, 
assisted them, and called for medical and 

by Jim Yankaskas
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fire assistance. Perry’s shoulder harness 
inertia reel did not engage so he had face 
and chest injuries from hitting the instrument 
panel and control wheel. He and his son 
had significant shin lacerations from their 
legs hitting the unpadded bottom of the 
instrument panel. Everyone recovered fully, 
and he will be getting a rebuilt Baron this year.

The engine had two large holes in the upper 
aft crankcase. The investigation of this 
catastrophic failure has not been completed. 

What can we learn from this experience? 
Several items stand out. First, his cockpit 
resource management was excellent. 
Assigning the flying to his qualified son left 
him with adequate time to assess the options 
and make decisions. Second, the choice to 
make an off-field landing rather than to try a 
stretch the glide was wise. Third, resuming 
control of the airplane for the off-field landing 
used the skill of the most experienced 
individual. Fourth, he minimized their risk 
of injury by extending flaps to reduce stall 
speed, extending gear to absorb impact, 
reducing airspeed to reduce impact forces, 
avoiding a stall to prevent an abrupt near-
vertical impact. In this way he was able to 
dissipate energy over a longer distance, 
and control the airplane until it stopped. 
Prompt evacuation was essential. Those 
are the essentials we have all learned over 
the years. I hope that my ongoing training 
and practice will help me do as well as Perry 
Wilson, should I every face such a challenge. 

Correction 
In the summer 2004 issue I described the PA-
46-500TP (N1968W) that lost engine power on 
takeoff as a JetProp. It was actually a Meridian. 
The January 19, 2004 accident occurred 
at the Flying Cloud Airport, Minneapolis, 
Minnesota. The pilot was not injured. I 
regret the error and have implemented 
means to prevent any recurrences. 
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Trey has been a professional pilot since 
1971. During the first sixteen years, Trey 
saw duty as an instructor, charter and 
then corporate pilot flying a variety of 
aircraft, including the Cessna 310, 340, 
414, 421 and 425; Beach Baron and 
King Air and Cessna Citations. He left 
corporate life in 1987 when he joined 
the staff at FlightSafety San Antonio 
teaching in the Mooney, Merlin/Metro, 
TBM 700 and Cessna Citation 500 
Series aircraft. After retiring from FSI 
in 2001, he became the Executive 
Director of the Mooney Aircraft Pilots 
Association. In 2002, Trey and his wife 
Lela founded Flight Training Inc. in San 
Antonio, Texas and secured a contract 
to provide transition training for all 
the Mooney Airplane Company new 
aircraft deliveries. Later that same year, 
FTI branched out to include the TBM 
700, in which Trey has over 1800 hours 
teaching. Trey has more than 8000 
hours of flight time and holds an ATP 
with CE500 Type, a CFII and MEI ratings.

by Trey Hughes

TBM700 Insights

Trey Hughes 

You are the proud owner and pilot of a new 
(to you) TBM700. Your wife, who is not a 
pilot, was none too crazy about your flight 
lessons only a few hundred hours ago, and 
is even less enthusiastic about your purchase 
of the TBM. In large part you justified the 
purchase on the basis of the airplane’s 
advantages for personal transportation. 
Well your bluff has just been called, for she 
has asked you to take her to her family’s 
vacation home in the western mountains. 
Of course you immediately agreed. 

Even though you intended to depart your 
home field during the early afternoon, by the 
time everything was organized and packed, 
the sun was about to go down. Although the 
weather forecast is for good VFR, you know that 
you are tired, and few landmarks are available 
in that part of the Rockies. Should you go?

This scenario, or something similar, has 
been on the minds of many pilots since the 
nighttime tragedy that befell JFK Jr. Non pilots 
also often ask if flying is safe at night. In fact, a 
disproportionate number of aircraft accidents 
happen at night, for a variety of reasons. By 
examining some, we as pilots-in-command 
can determine how safe we can be at night.

Night Fright

Night Currency
Simply put, training is one of the biggest 
issues in dealing with flight at night, whether 
VFR or IFR. And I do not say this because 
I am in the training business. The FAA has 
required Student Pilots, wishing for an 
unrestricted pilot certificate, to accomplish 
just three hours of dual instruction at night. 
No requirement is made for cross-country 
navigation or flight under the hood at night. 
After getting her certificate, the new pilot is 
only required to make 3 takeoffs and landings 
(to a full stop) at night in the category and 
class of aircraft flown every 90 days to remain 
PIC while carrying passengers at night. 
The FAA demands no periodic or recurrent 
night proficiency or training requirements. 
As long as the required landings have 
been accomplished, our pilot can carry a 
planeload of folks anywhere, anytime at night. 

However, we as pilots should demand more 
of ourselves. We should understand that 
there are risks in flying, and that these risks 
are compounded at night. With frequent 
night training (with a CFI or competent 
safety pilot) we can minimize some risks. 
During our 61.56 Flight Review, we should 
schedule the flight time to stretch into 
the night period, so that we can take 
advantage of the expertise of the instructor.

Twins Schmins
We will always face the question of whether 
flying a single-engine airplane at night in any 
weather is ever safe. This issue will never 
be adequately resolved, for there are “true 
believers” on both sides. Let me say this: the 
number of engines on an airplane is unrelated 
to flying safety at night. Some pilots believe 
that as long as the engine does not quit, there 
is nothing else to worry about. It just isn’t so. 
The accident statistics show that during day 
and night, twice as many twins as singles 
have serious events because of engine-
related difficulties. And by no means are 
engine problems all there is to worry about.

Dark Weather
Night brings a whole new set of circumstances 
into play for a pilot. At the top of the list is the 
weather. Realize first that night flight makes 
weather much harder to deal with effectively. 
Clouds and reduced visibility (fog) can 
not be seen at night like they can during 
daylight. This means that marginal VFR at 
night is a tremendously difficult environment 
to negotiate. During daylight we can see 

clouds, rain and areas of reduced visibility, 
allowing for some easy deviations. Not so 
at night. Also, in the dark, without terrain 
features visible, safely maintaining altitude 
above the ground while avoiding the bad 
stuff becomes a true challenge. It is difficult, 
if not impossible, to correctly judge distance 
at night without clear ground references.

VFR At Night
To those of you who fly VFR at night, I want 
to emphasize again that nighttime weather is 
the greatest danger you face. Recent statistics 
show that about 40% of the fatal, weather-
related accidents occur at night. However, 
less than 10% of all cross-country flight time 
is at night, which means that the night cross-
country weather-related accident rate is four 
times worse than the overall accident rate. 
It becomes much more important that we 
continually check the weather ahead (and at 
the destination) as we make our way along 
the planned route. We should have a plan 
(and I do not mean a flight plan) for what we 
will do if circumstances\ change. This plan 
should constantly be updated as we gather 
weather information in flight. For those flying 
IFR, each plan should have a “VFR-in-case-
of” out. This “out” would be where and which 
way we would go if things suddenly changed, 
or if we needed to find VMC while enroute.

During our weather gathering and updating, 
careful attention should be given to the dew 
point and temperature. We all remember 
that when these two get close together, fog 
can form. By paying close attention to the air 
temperature, and the temperature at which 
that air will become saturated, we can predict 
the probability of some form of restricted 
visibility. If the two measurements are less 
than four degrees apart, IFR conditions will 
be prevail unless a sufficient wind is blowing. 
While we are looking at the temperature we 
should also be aware of the likelihood of ice. 
Zero degrees centigrade with visible moisture 
will make ice, and you will not see the demon 
until some has accumulated on the airplane.

Minimum Respectability
What all this means is that our preflight 
planning must include a greater awareness 
of the weather ahead. It should also mean 
that VFR at night is not something that 
should be considered in anything close to 
marginal conditions. In our personal Standard 
Operating Procedure (SOP) for both VFR and 
IFR operations we should have ceiling height 
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and visibility minimums that we could apply 
when evaluating any night flight. Depending 
on our normal or proposed flight environment 
(flat plains, abundant city lights, oceans or 
bays, mountains), we might consider using a 
4000 foot ceiling (in non-mountainous terrain) 
and 5 miles visibility, instead of the FAR 1000 
and 3. We should also have in our SOP some 
automatic “no-go” criteria, like precipitation, 
mechanical malfunctions and fatigue. We 
want to preserve the option of making 
the proverbial 180, and that takes good 
judgment which can be clouded by fatigue.

The weather should be checked often prior 
to flight, and frequently during. Also, if a flight 
starts during the day but continues into the 
dark, a careful check of the weather before 
the sun goes down is a good idea. Also, 
remember that some weather reports taken 
by “non-electronic” means (eyeballs) may 
not be as accurate because of darkness. 
Always look at the big picture when evaluating 
the weather and weather reports at night.

Avoid Terrain When Possible
After deciding that the weather is suitable for 
the flight, we should next examine the route 
and terrain. Whether we fly a single or twin, 
we should carefully study the route between 
where we are and where we want to go. There 
may be more than one way to go, and terrain 
can play a part both in ease of navigation 
and options available should something go 
wrong. While we are planning the route, we 
should remember that if we are using the 
VOR system for navigation, we still must 
find the airfield from the last navigational fix. 
Reference to the sectional chart for landmarks 
between the navaid and the airport is advised. 
If we are using GPS, a straight line to the 
airport may be nice, but careful attention to 
minimum altitudes and terrain around the 
field will help keep us from descending too 
soon and finding the ground someplace short 
of where we want to be. Many pilots have 
flown into mountains on clear nights simply 
because they failed to consult the charts. 
Remember that airliner in South America.

Red Eye
If the flight is to be via electronic means 
(VOR or GPS) such a simple thing as 
whether we can read the charts at night 
in the darkened cockpit can be a factor. 
Proper planning while still in the daylight 
can help, and the more information that we 
can gather from the maps, and possibly 
organize into some form we can see, will 
make this task much more manageable. 
Cockpit lights can destroy night vision if not 

used properly. Lights should be set to the 
dimmest value while still allowing effective 
cockpit operations. A red map light helps too.

While on the subject of night vision, pilots 
should remember that the cones in the 
eyes use more oxygen during the night 
than during daylight. This raises the body’s 
O2 requirement, and should be considered 
when thinking about the cabin altitudes we 
maintain at night. Hypoxia is unforgiving 
during the light, and nasty in the dark. My 
personal rule (one of my 11) is “no night 
flight will take place at a cabin altitude above 
7000 feet without supplemental oxygen”.

Limited Vision
Vision in the dark, especially our ability to 
determine distance, is much more limited 
than during the daylight. Where we are quite 
comfortable with determining how far we 
are from something like an airport or other 
aircraft in the daylight, distance becomes 
ambiguous at night. Things far away can look 
closer because they are large or bright. And 
things up close can look far away because 
they are small or dim. Without other visual 
clues from peripheral vision and depth 
perception, distance from objects is difficult 
at night. This is especially important when 
determining whether that other aircraft you 
see is a threat. Although it may be easier 
to see other planes at night because of the 
bright anti-collision lighting available today, 
perceiving direction of movement is more 
difficult, as is determining distance to the 
target. At night, size does make a difference.

Just finding an airport at night is different. 
Rotating beacons can be difficult to see 
especially when mixed with ground lights. 
ATC can be helpful during these times, 
and I would not hesitate calling on them. 
In fact, ATC can provide some comforting 
reassurance with fl ight following and 
advisories (not to mention someone to talk to) 
for those who choose to fly VFR in the dark.

Have More Fuel Than Distance
While we are planning, we should make 
sure we have an adequate supply of go 
juice. A painfully obvious statement, but one 
that apparently is lost on a subset of pilots. 
Running out of fuel is second only to weather 
in frequency of occurrence during night flight. 
Fuel may be harder to find at night, so careful 
planning for stops is necessary. A phone call 
is cheap insurance so you do not find yourself 
running short when the line guys have already 
gone home for the night. Plan accordingly 
so you are not tempted to “stretch” your 

fuel – your airplane is not a rubber band. 
The answer is simple. Have plenty of fuel. 
The FAR requirements for fuel at night are, 
quite frankly, ridiculous. My day requirement 
is for one hour. At night that increases to an 
hour and a half. For me, having enough fuel 
on board so that I never dip into my reserve 
during a night flight is a go/no go item. 
If I can not carry enough between stops, 
either something else stays behind or I do.

Aw Shucks
How do we handle mechanical problems 
at night? During daylight flying, I have a 
“Three Aw Shucks” rule. If something minor 
goes wrong with the airplane or something 
unexpected happens, I will examine the 
difficulty and determine if the anomaly 
adversely affects flight safety. If not, I say, 
“Aw shucks” and press on. If another minor 
difficulty arises with no serious consequences, 
I give out another “Aw shucks” and we go on. 
If a third unplanned situation occurs, the final 
“Aw shucks” means that we fly no more. For 
night flight the one “Aw shucks” rule applies. 
Night flying simply has no room for error. 
If any mechanical problem occurs, even 
a minor one, find a suitable place to land.

At night the aircraft electrical system is given 
a greater work out, with all the electronics and 
lighting in full glory. Closer attention should 
be given to the generator in the TBM700 
so that any problems will be detected early 
enough to have ample reserve power to 
find a place to land. Normally, the electrical 
system and the generator are not in our 
usual scan pattern, especially during the 
day. At night they should be. Things could 
get quite interesting if you suddenly found 
yourself looking at a “Lo Volt” warning 
annunciator with a failing generator at night 
over angry terrain with few good landing spots.

Personal Test
The last item to be considered is the good 
old pilot herself. Are we ready for the rigors 
of night flying? Are we well rested? Have we 
had sufficient nourishment prior the planned 
flight? If we can not answer “yes” to each of 
these, then the flight should be conducted 
during daylight or not at all. Night flying is 
much more taxing on the body and brain 
than day flying. As I already mentioned, the 
eyes are big consumers of oxygen. If we 
are tired, we may need these reserves of 
O2 for other tasks, like just staying awake. 
If the body uses up the normal oxygen 
supplies, the mind will start processing 
thing more slowly. And slow decision-
making at night is not good for longevity.
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by Robert Conrad

Views from a JetProp
Minding Our Batteries

Robert Conrad

Bob was told he could never be a pilot 
during a long bout through the 70’s with 
Meinere’s Syndrome, an inner ear disease. 
He received his pilot license in 1983 after 
a successful operation. He is a CFII and 
enjoys teaching. He owns a Decathelon 
and takes pleasure in light aerobatics. 
He also stays busy developing and 
maintaining web pages for charities  
and flying for AirLifeLineMidwest.

Bob graduated from the University of 
Detroit in 1962 with a degree in Electrical 
Engineering. He then joined his father’s 
Motorola Two-Way Radio business, which 
eventually grew to over 160 employees 
in the two-way radio, cellular, paging, 
SMR, manufacturing and radio broadcast 
industries. In 1990, his company took over 
airport management and FBO operations, 
including a maintenance and avionics 
shop, at the Butler County Regional 
Airport in Hamilton, Ohio (HAO). In 1999, 
Bob decided to take an early retirement 
and turn the business over to his children 
and employees.

You can visit his web site at: www.PA46T.com

Pilots have long struggled to keep lead 
acid batteries in healthy condition and 
ready for flight. Aircraft batteries live in a 
unique environment, and we place extreme 
demands on them for reliable performance. 
Batteries sit ignored for long periods of time, 
but are expected to immediately deliver 
high currents while the engine cranks to 
life, all while exposed to extremes of heat 
and cold. To understand how to get the 
most out of our batteries, we must first 
learn to avoid their most common killers.

Battery Blasters
Running Down the Juice
Running a battery down to zero voltage is bad 
news. The weaker cells reverse voltage and 
never fully bounce back when recharged. In 
my Malibu, I shortened the long arm on the 
switch above the door entry so it would not 
inadvertently get bumped “on” during entry 
or exit. I also put a separate switch next to the 
light in the front cargo area so that leaving 
the door open would not keep the light on. 

Excessive Cranking and Heat
Excessive cranking on an engine that does not 
start up immediately overheats the battery and 
warps the battery plates. Cranking too much 
also overheats the starter, shortening the life 
of both components. I have found that if the 
engine does not start up quickly, something 
is wrong. The key here is to be patient and 
not overheat the battery and starter. Do not 
crank over 30 seconds. Wait at least 3 minutes 
before cranking again so the components can 
cool off, and excessive fuel can evaporate 
or drain. The key to fast starts is to learn the 
tricks of the trade. Engine starts in pistons 
are completely different when hot compared 
to when cold. Hot engines also build vapor 
in the fuel lines, which adds to the difficulty. 
Turbines do not seem to mind starting when 
hot, so the procedures remain the same.

Infrequent use 
When a battery sits idle, with no demand for 
power, the box remains chemically active 
inside. The sulfates in the electrolyte that carry 

energy between the plates crystallize and 
enlarge, and start clinging to the plates. This 
effectively reduces the area of the plates. In 
time, these sulfate crystals will break off and 
drop to the bottom where they provide internal 
conduction between the plates. The internal 
current causes the build up on the plates to 
increase, thus leading to a viscous feedback 
loop, and an internal death spiral. The 
sludge buildup on the bottom is irreversible. 

Help Is On The Way
Until recently, the only known way to dissolve 
the large sulfide crystals was to “cook” 
them off the plates using large charging 
currents for extended periods of time. This is 
hard on the battery and does not solve the 
sludge buildup problem. A new ion transfer 
technology has recently emerged that allows 
lead sulfates to return to the battery acid 
as active electrolyte. The battery returns to 
new capacity when the plates are clean. 
The technology involves pulsing the battery 
with a high frequency (3.26Mhz) AC current 
that resonates with the sulfide crystals 
and breaks them down one ion at a time.

Several companies offer this new technology. 
Tony Hurst and Harold Harrison wrote on 
the Jetprop website bulletin board late last 
year about the Pulsetech and BatteryMINDer 
charger/desulphators. Tony was using the 
Pulsetech on his Jetprop with good success. 
I purchased a BatteryMINDer and started 
leaving it on the batteries when in the hangar. 
The charger has several great features. It starts 
out by charging the battery at 2 amps until 
reaching 28.4 volts. It then backs off to 26.7 
volts and floats the battery. The desulphator 
circuit then kicks in and conditions the battery. 

More Scientists Recommend...
I also appeared to be getting great results with 
this technological marvel, so I decided to put 
the unit to the test. Earlier, I had purchased a 
BatteryMINDer for my 12 volt Decathelon, so 
I was in a position to test the chargers side 
by side on 12 volt and 24 volt batteries. First, 
I found some bad batteries in the discard 
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pile in my maintenance shop. Then once at 
home with the loot, I built a relay that would 
load the batteries with a landing light and a 
clock. The relay was set to drop out at 20.0 
volts or 10.0 volts. This allowed me to time 
how long the batteries would run under 
load before reaching their critical voltage.

24 Volts and Counting
The 24 volt battery started out with a resting 
voltage of 16.4 volts. The specific gravity of 
the electrolyte was about around 1050 (off 
the low end of the scale). As a control, I first 
charged the battery using an SR50 taper 
charger for two days. The specific gravity 
came up to around 1200. The battery ran 
57 minutes with the 1.6 amp lamp load. I 
then charged the battery for 3 days using 
the BatteryMINDer. The specific gravity 
came up to around 1300. The battery ran 
100 minutes under the same load. I then put 
the BatteryMINDer back on for an extended 
charging time of 3 weeks. I noticed after about 
2 weeks that the desulphator light stopped 
blinking. The BatteryMINDer floated the 
battery at 26.7 volts, but when the charger 
was removed the resting voltage of the battery 
dropped to 14 volts. The battery internally 
opened up and the BatteryMINDer detected 
what had happened. The literature for the 
charger claims it can sense a bad battery and 
will not attempt to desulphate it. Pretty smart.

12 Volts Almost
The 12 volt battery started out with a resting 
voltage of 6 volts. I charged it for 35 hours 
using a 15 amp taper charger. The discharge 
to 10 volts was 1.1 amps for 70 minutes. I then 
charged the battery for 3 weeks using the 
BatteryMINDer. This time the discharge took 
550 minutes. The specific gravity was close to 
the 24 volt battery scenario. Even with this big 
improvement the battery only held about 30% of 
the energy of a new one. Remember, the object 
here is to keep our batteries in good condition 
for a long period of time, not restore lost causes 
to health. These tests were meant to push the 
units to their limits in the worst case scenario.
One last test, and a better measurement of 
the unit’s performance, was to look at the 
starting voltage trend data from my Jetprop. 
The typical starting voltage in 2000 when the 
batteries were new was 20 volts. In January 
of 2003 it was 19.5 volts. My most recent 
measurement for August 2004 was 20.5 volts. 

I have also noticed that the batteries draw 
more current for a longer period of time when 
the generator is first turned on after a start.

Note that this charger works on all lead 
acid batteries, and is great idea for any 
airplane. I also use one on my quad runner, 
backhoe, golf cart and lawn mowers.

The best price I can find for the BatteryMINDer 
model 24021 is at: www.batterymart.com/
battery.mv?c=24voltchargers. The last 
time I looked the list price was $95.95. The 
Pulsetech RediPulse is 24-48 volts. This 
device charges well, but does not appear 
to have a second stage to float the battery. 
The price was $179.95 at last glance.

The batteries are charged in parallel. The 
plugs can be purchased from Grainger listed 
under “battery connectors” for $6.89 each. 
Anderson Model # 6319. The connector plug 
for the charger cord can be purchased from 
any automotive store. I used a 10 amp fuse 
between the plugs as a safety in case something 
happened to one of the batteries. It also prevents 
a 20 amp fuse already on the lines from blowing. 
Those fuses are located under the passenger 
seat behind the Pilot and hard to replace.

Testing the 
BatteryMINDer.

Model 24021 (24-V): 
Input: 105-130 Vac 50/60 Hz,  Output: 24-volts @ 2.0 Amps 
Charge Voltage: 28.8 Vdc,  Float Voltage: 26.4 - 27.2 Vdc* 

Desulphation Pulse: 2.0 Amps @ 3.26 MHz Float Current: 5 
Ma - 1 Amp**

* factory adjustable, depending on battery manufacturer’s requirements 
** as required by actual battery being charged

http://www.batterymart.com/battery.mv?c=24voltchargers
http://www.batterymart.com/battery.mv?c=24voltchargers
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David’s first dream in his youth 
was to be a Naval Aviator, but 
lack of 20/20 uncorrected vision 
precluded the normal approach 
to that goal. Since Annapolis was 
out, David became a physician 
in pursuit of his dream of flying. 
Taught by his Dad, a flight 
instructor in the Navy, David 
went on to fire patrol and crop 
dusting to satisfy the flying urge. 
He then made it to medical 
school, followed by a residency in 
radiology in the US Army. David 
served in Vietnam as a flight 
surgeon and a radiologist. After 
entering private practice in Tyler, 
Texas, where he currently lives 
with his wife Emily, he traded his 
Cessna 180 for a Twin Comanche, 
earned his ATP, and then moved 
up to the Malibu. He bought 
4388M in 1987, spruced her up 
to become Queen of the Fleet in 
1991, and has kept her in mint 
condition ever since.

by David Coats, MD

Coats Corner

David Coats, MD 

The venerable PA-46 proudly celebrates its 
20th anniversary this year.  The history of this 
magnificent airplane has not been without 
troubles, of course, but we find ourselves 
today supporting a machine that has largely 
weathered the storm.  MMOPA is a part of 
the reason we are still flying this airplane 
today.  As all members know, MMOPA was 
organized in 1991 during one of the more 
troubling times.  The organization has since 
evolved along with the airplane and its diverse 
group of owners to become what I believe 
is the best type-organization in the industry.  

As part of that evolution, MMOPA established 
in 1999 the Malibu Mirage Safety and 
Training Foundation (MMS&TF).  Members 
at first seemed reluctant to take advantage 
of the enhancement seminars, but after 

 

that slow start, a significant percentage 
of our members are now participating.

New Programs
With the growing success of supplemental 
training, the MMOPA Board has requested  
that the safety foundation provide an 
advanced lecture seminar as an add-on to 
the sessions next year. At the same time, 
the MMS&TF Board has received requests 
to consider training for mechanics.  This has 
some precedence.  Early in the history of the 
PA-46, Piper Aircraft included maintenance 
training with the purchase of the Malibu.  
Piper even extended this offer to include 
the purchase of used aircraft.  I know, 
because I had the opportunity to attend the 
maintenance training session at Piper in 1988 
after I purchased my 1985 Malibu in 1987. 
This was an excellent program that Piper 
is no longer supporting, creating a need 
that might be filled by the safety foundation. 

Fleet Review
In MMOPA’s early years, at each convention 
a maintenance program was conducted in 
which each member could, for a small fee, 
have his plane evaluated by a team of well 
qualified PA-46 mechanics.  The original 
organizers of this program were from SkyTech 
under the leadership of John Foster and 
Dave Conover. This outstanding program 
provided a wealth of data on the fleet.  
Many systemic problems were uncovered 
and numerous preventive maintenance 
items were discovered. I personally took 
advantage of this program by bringing my 
own mechanic (Ed Wilkinson of Tyler, Texas) 
to the conventions so he could become even 
more familiar with the aircraft. Not cheap, but 
this was money well invested. You either have 
to pay to have your mechanic trained or take 
your plane to a mechanic already experienced 
with the PA-46.  Ed has now become one of 
the real gurus of the PA-46.  The MMOPA 
maintenance program certainly helped him in 
this endeavor. What we need now, however, 
is a continuing program for supplemental 
training of mechanics, just like we have for 
pilots.  The responses to a questionnaire 
presented at last year’s convention indicated 
a strong interest in these additional programs. 

Got Wrench?
As a consequence, the MMS&TF has decided 
to offer the following:  all members who 

participate in one of the training seminars in 
2005 will be invited to attend a special four 
hour session, strictly academic, on a weekend 
in November to discuss aircraft systems and 
powerplants.  Four separate sessions will 
be offered to accommodate the diversity 
of our fleet:  one each for the Continental 
PA-46, the Lycoming PA-46, the JetProp, 
and the Meridian. This format will allow any 
member to get considerable exposure to a 
unique knowledge base on each of these 
airplanes. There will be no flight instruction 
offered. As icing on the cake, however, and to 
determine the level of interest in maintenance 
training for your mechanic (or for you as the 
pilot), the MMS&TF will offer at the same 
time an overview of maintenance-specific 
training for each of the PA-46 models. These 
maintenance sessions will be schedules such 
that any member can attend the academic 
session on his model aircraft and also the 
specific-maintenance session. If the response 
is good, then we plan to extend maintenance 
training to all of the enhancement seminars. 

Without a doubt, maintenance is an important 
part of safety. However, availability of 
mechanics expert in the PA-46 is somewhat 
limited.  Many of our local A&Ps have limited 
if any experience with the PA-46.  With time 
the Malibu/Mirage is not a difficult aircraft to 
work on, and the engines are not particularly 
different from other general aviation power 
plants, but many of the systems are indeed 
unique. Not necessarily complex, just different. 

Don’t Miss Out
This first session should yield some good 
data.  The MMS&TF Board believes that 
this program will provide you not only with 
outstanding safety training, but with the 
opportunity to bring your local mechanic up 
to speed on the PA-46 with only a very modest 
investment. One well-trained local mechanic 
can save you a bundle in transportation costs 
alone.  Think about the cost of down time 
alone. Inviting your local mechanic to one of 
these programs and paying his way is not only 
a benefit for you and your airplane but a nice 
way of saying thanks for the maintenance.  
As I have mentioned before, the PA-46 
frequently flies to these seminars with four 
to five empty seats. Put your mechanic in 
one of them and bring him along.  We hope 
to have this program in full force in 2006. 
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In stark contrast to the angry skies that 
recently visited upon the east coast, 
members were welcomed to Palm Springs 
with a solid showing of severe clear with 
temperatures hovering in the mid-eighties. 
Cloud sightings were rare. For many the 
weather was a welcome respite from the 
recent assault of two major consecutive 
hurricanes. For others from colder climates, 
the warmth was a way to extend the days of 
summer just a bit longer before the transition 
to fall. The heat also offered a good excuse 
to have just one more margarita by the pool.

Welcome to Sunshine
Doug Leet opened the meeting by welcoming 
all members and vendors in the grand hall 
of the exclusive Renaissance Esmeralda 
Resort and Spa. With good reason, he 
singled out the work of Bill Alberts, noting 
that Bill starts working on a convention two 
years prior to the event, and continues his 
labors right through to the last day. The 
scope, size and quality of our annual event 
has now reached a level that makes the 
MMOPA convention one of aviation’s finest.

Bill Alberts then provided his usual overview 
of the convention, remarking that the static 
display and theme dinner would be like 
nothing we have done before. Both were 
hosted at the Palm Spring Air Museum 
in hangars spread over 70,000 square 
feet and 8 acres of fenced tarmac. Bill 
also mentioned the hurricanes played 
a big part in last-minute planning, since 
the devastating impact of the two storms 
made Piper’s participation uncertain. 
Piper however overcame adversity to 
show up in full force and in great spirits.
Jim Yankaskas, who serves as academic 

Convention

chairman, reviewed the convention themes 
over the past years. In 2001 the focus 
was on avionics, in 2002 the theme was 
engines, and in 2003 new models were the 
primary theme. This year the academic 
focus was on data link weather, which is 
arguably the most important advance since 
GPS, and perhaps since even the dawn of 
modern aviation. That is not hyperbole. 
The impact of this technology is difficult to 
overestimate. Other important programs 
this year included a hypoxia safety review, a 
look at troubleshooting autopilot problems 
both in-flight and on the ground, and a 
significant expansion of the time devoted to 
model-specific seminars. New this year was 
a specific focus on the benefits of MMOPA 
membership, an enhanced emphasis 
on the Safety and Training Foundation, 
more substantive and better interactions 
with Piper, and the implementation of a 
rating and feedback system so that future 
conventions constantly improve each year. 
Featured speakers included Dick Rutan, 
pilot of the Voyager, and John Mariani, 
known to all as one of the premier experts 
on the PA-46. With that overview behind 
us, let’s take a tour of the convention.

Dick Rutan and the Voyager
D i c k  R u t a n  s t a r t e d  t h e  s p e c i a l 
speakers segment by bringing a deeply 
personal perspective to a truly historic 
accomplishment. In December 1989, 
Rutan and Jeana Yeager circumnavigated 
the globe non-stop without refueling. To 
put his feat into perspective, the previous 
record was set by a B-52 in 1962, which flew 
12,500 miles halfway around the world from 
Okinawa to Madrid. In the end, a homebuilt 
made by a small team in the middle of the 

desert beat the record of a military plane in 
the world’s greatest Air Force. Prior to this 
record-breaking flight Rutan had proved his 
aeronautic prowess in the supersonic F-100, 
in which he flew 325 missions in Southeast 
Asia. He was shot down, but escaped 
capture. Impressively, Rutan said that 
nothing was as difficult or more dangerous 
than what he and Jeana did in the Voyager. 

The success of the Voyager was the result 
of incredible determination, engineering 
skill, bravery, and endurance. Sitting in a 
tiny cramped cockpit smaller than the size 
of an old phone booth, controlling a plane 
prone to dangerous oscillations and barely 
maneuverable, with an airfoil that lost lift 
when wet, sleeping in only short intervals, 
and then only rarely, moving at an IAS of 
65 knots, the two explorers endured a flight 
that lasted 9 days (216 hours), covering 
24,986 miles. Think about that in context 
of what you feel like after a four-hour leg. 
Just think about how your headsets feel 
after four hours. Then think about normal 
physiological needs, plus getting sick, which 
Jeana did during a bout with a migraine 
headache. All taking place with two people 
crammed into a phone booth. The mental 
and physical demands of this flight truly 
stretched the limits of human endurance. 

The flight nearly ended disastrously multiple 
times, from almost hitting a mountain at 
night, to extreme fatigue and illness, to 
hitting a thunderstorm in the dark and rolling 
nearly out of control. Danger lurked from 
the very beginning, with a take-off that ate 
up nearly the entire 15,000 ft. runway, the 
wings dragging, burdened with more than 

cont. page 24
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25% more fuel than in any previous test flight. 
More than one foot off of each wing was lost 
due to contact with the runway during the 
takeoff roll. The empty weight of the Voyager 
is an unbelievable 940 pounds, but when all 
17 fuel tanks were filled, the plane weighed 
more than 9700 pounds. That would be like 
a Malibu carrying 40,000 pounds of fuel. 
The forward engine was meant to be used 
solely to lift the plane off the ground, and 
was feathered quickly after. Yet Rutan had to 
re-start that engine 5 times to avoid disaster, 
consuming precious fuel. The AI failed, and 
the only backup was inconveniently located 
under the pilot’s left knee. Fuel pumps 
failed, fuel was contaminated, and the pilots 
lost track of fuel remaining. But other than 
that, all went smoothly. This testament to 
determination and will now sits appropriately 
next to the Wright Flyer at the Smithsonian 
Air and Space Museum in Washington, D.C.

Chuck Suma, Jeanne and Frances
With that tough act to follow, Chuck Suma, 
president of the New Piper Aircraft, took a 
different approach to this year’s presentation. 
He primarily wanted to express his gratitude 
to MMOPA and its members for providing 
$5000 to help Piper employees devastated 
by hurricanes Jeanne and Frances. That 
donation catalyzed others, so that the fund 
has now raised more than $50,000. Still 
not enough, but definitely a good start. The 
storms wreaked havoc, destroying homes, 
decimating oaks, eroding beaches, and 
heavily damaging Piper’s production facilities. 
After the first storm, some production was 
moved to buildings previously used for 
storage, and within two weeks, 500 people 
were back to work. Then the second storm 
hit with sustained winds of 120 mph, wiping 
out almost all the gains and hard work 
following the first storm. Fortunately, no 
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inventory was damaged in either hurricane.
While the damage is severe, and the 
psychological impact great, Piper is 
determined to turn this misfortune into 
opportunity by reducing overhead and 
reinvesting strategically. Insurance money 
will be used to support R&D and reduce 
excess capacity. In the 1970s, about 18 
planes per day were rolling out of a factory 
sprawling over an area of 500,000 square 
feet. That can be dramatically reduced, and 
the goal is to have all 1000 employees back 
by the first quarter of next year in a much-
streamlined operation. More than 300 people 
will be back to work by the middle of October. 
In the meantime, planes are still rolling off 
the factory line, and parts are still being sold.

Hyman Lecture: 

Surviving Severe Turbulence
John Mariani, one of the original design 
engineers of the PA-46, gave a spirited lecture 
on how to survive turbulence. But rather than 
just provide some operational tips, John 
took the opportunity to explain fundamental 
concepts of structural engineering, and how 
the airplane manufacturers and the FAA 
developed criteria for determining Va, Vso, 
Vs1, Vno, Vne and other critical speeds as they 
relate to structural integrity and aerodynamics. 
We highly recommend that you attend one 
of the MMS&TF sessions to hear John’s full 
presentation. This can literally save your life.

Rather than give away the details of the 
lecture, a few bottom line points should 
tantalize you into attending the full seminar. 
Looking at a graph of airspeed plotted against 
aerodynamic load, one immediate conclusion 
is that if you are cruising along at 135 KIAS, 
you can move the control wheel abruptly 
enough to exceed the airplane’s structural 
limit of +3.8 g or -1.5 g. You have the power 



to break up your airplane just flying in normal 
cruise. The other important conclusion is 
that you can slow down to a speed that will 
ensure that even if hit with 50 fps gusts the 
wings will stall before failing structurally. So 
while you should do everything in your power 
to avoid thunderstorms, if you find yourself 
inside one of the monsters either through 
stupidity or bad luck, you can do the following 
to prevent your plane from breaking apart in 
the sky: keep flaps up, lower the gear, slow to 
100 KIAS, tighten your seatbelt, and maintain 
level pitch attitude (do not attempt to maintain 
altitude or constant airspeed; only maneuver 
to keep wings level and maintain level 
pitch). If you do all that, you might survive. 
Again, you should attend the MMS&TF to 
learn more about how you can live long 
enough to get to the other side of the storm.

In-flight Weather and Datalink Basics 
Bob Compton of Honeywell Bendix/King 
described the development and features 
of airborne data links and their current 
availability for general aviation. Aeronautical 
Radio Incorporated (ARINC) developed text 
weather transmission systems for the airlines 
in the early 1980’s. Worldwide availability 
was available in 1987. Later, air to ground 
reporting of weather, maintenance, flight 
status and position became commonplace. 
Graphical weather data was introduced in 
2000 with the AFIS program. In 2001 the FAA 
introduced the Flight Information System Data 
Link (FISDL) system that provided basic text 
weather and graphical data such as NEXRAD 
radar to GA operators.  Key FISDL features are 
described in AIM section 7-1-11 and include 
broadcast weather and 2-way request/reply 
capability. This information can be received 
through uplink (ground-based) or downlink 
(satellite relayed) systems.  Uplink systems 
usually have faster transmission rates, while 
downlinks provide wider reception areas, 
especially at low altitudes. Most commercial 
products use authoritative weather sources, 
but have different features, advantages, 
and equipment and subscription costs. 
More than half the audience already has 
datalink weather capability in their airplanes, 
and the value of such information was 
widely praised. Bob described some of the 
strategic and tactical uses of such timely 
airborne data, and touted its safety value. 
The session provided a good foundation for 
the subsequent avionics vendor sessions.  

Pratt & Whitney PT6 engines 
Gary Gehrts of P&W Canada reviewed the 
monitoring and maintenance of the PT-6, 
noting that customer support is in the hands 
of trained field service representatives 
(FSR). The PT-6 is unusually reliable, with a 
documented 260 million flight hours and an 
in-flight shutdown rate of only three per million 
hours. Owners and prospective owners are 
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encouraged to take the free PT-6 training 
course, which is available in Canada (www.
pwc.ca). Parts and service information is 
also available on the web site, but owners 
should use their FSR for best service.

For PT-6 operations, engine condition 
trend monitoring (ECTM) is extremely 
valuable for predicting problems, improving 
maintenance, and detecting premature 
hot-section deterioration. In order for 
ECTM to be valid, it must be initiated with 
new, hot-section overhaul, or overhauled 
engines to establish a valid baseline. 
Using a commercial trend monitoring 
analysis company is recommended. 
  
Maintenance on the PT-6 by the owner is limited 
to oil level checks and visual examination; a 
maintenance facility should be used for all 
other inspections. Spray nozzle inspection 
for appropriate pattern is most important to 
prevent internal hot spots. Compressor and 
turbine washes should be used to prevent 
internal corrosion and to improve energy 
efficiency; washes are recommended at 200 
hours for new engines and at least every 
400 hours on a regular basis. Borescoping 
of the hot section is recommended at 
the interval time of fuel nozzle removal. 
 
A problem concerning early oil pump bearing 
wear has been identified on a few engines and 
seems to occur in the 200-300 hour range. If 
the pump lasts longer than that, it is unlikely 
to have this bearing problem. To date 74 
pumps have been repaired or replaced, all 
under warranty. The company is researching 
the causes of these pump-bearing failures.

Maintenance Details
Doug Leet led a panel of Malibu maintenance 
experts that discussed a variety of fleet 
problems in the format of a town hall meeting. 

• Unexpected cabin depressurization has 
occurred in some later model Mirages, 
and has been found to be a failure of the 
squat switch contacts. The solution in flight 
is to pull the cabin pressure circuit breaker 
to reestablish pressurization and then 
later repair or replace the squat switch. 

• The repeated failure of the clutch-
driven standby vacuum pump has been 
addressed by an STC modification allowing 
replacement with a continuously operating 
pump and a second de-ice control valve. The 
clutch-driven pumps are no longer available.

• Side window cracking and window failure 
have been seen particularly near the 
lower aft corner of the pilot's side window; 
even small cracks at this point should be 
promptly evaluated. See Kevin Mead’s 
article in this issue for more details.

• As discussed above, oil pump failure in 
the Meridians has been reported, but 
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P & W has not yet found the cause. SB 
3211 and SB 3212 addressed the issue.

• Trend monitoring for turbines was strongly 
recommended, but there is no equivalent 
monitoring available for piston engines. Using 
a spreadsheet or manually tracking engine 
parameters over time was recommended. 

• Engine mounts have been modified 
to reinforce the joint where the nose 
gear actuator attaches to increase 
mount l ife. SB 1109 addresses the 
issue. The mounts still need regular 
inspections, even at oil change intervals.

• The tailpipe clamp must be checked 
regularly and tightened according to 
torque specifications. Clamp failure can 
cause hot exhaust gases to escape, 
and potentially char the surrounding 
area and damage adjacent wiring. The 
useful limit of the clamp is 500 hours.

• Oxygen on-board the aircraft is not 
required for pressurized aircraft certified 
to a maximum of 25,000 feet. Maintenance 
p e r s o n n e l  o f t e n  m i s u n d e r s t a n d 
th is  requ i rement  under  Par t  91 .

Data Link Weather Systems

WSI 
Larry Lichtenberger, the WSI representative, 
noted that general aviation pilots can now enjoy 
airborne WSI weather data in formats identical 
to the familiar Web-based office and FBO 
systems. A plethora of color-coded information 
can enhance your preflight and enroute 
operations, certainly improving your safety.

The web-based and FBO versions are 
widely available and easy to use. The 
airborne system requires an antenna, a WSI 
receiver/signal processor, and a display. 
Various multi function displays (MFDs) and 
GPS units are suitable, including the Garmin 
430/530 series. Timely information on VFR, 
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marginal VFR, and IFR conditions can be 
displayed graphically, along with winds 
aloft, precipitation intensity and other data.

Garmin
The standing-room-only session was 
presented by Mike Young, who explained 
that Garmin first entered the aviation field in 
1994. Aviation now accounts for 25% of its 
total business. WAAS is now available on 
the GNS 480 (formerly the UPS product), 
and will be an upgrade for the 430/530 in 
the first quarter of 2005. The upgrade will 
cost $1,500, and must be performed at 
the factory. For the portable GPS 296, an 
enhanced user interface will allow aviation, 
automotive, and marine functions on the 
same unit. Due to lack of memory, the 430/530 
will not be able to include airways, but a 
terrain avoidance upgrade will be available 
for $500, hopefully before the end of this year; 
this should be field-installable. The 430/530 
will also accommodate certified TAWS B 
capability for $8000. Terrain avoidance will 
use the empty data chip slot on the right 
side of the face of the unit, which will make 
it updateable as obstacle data changes. 
The STX 330 transponder traffic display 
has a delay resulting from the time is takes 
the ATC radar to sweep, and the ground 
system to transmit the signal, which can be 
alarming, depending on traffic conditions.

Honeywell/Bendix King
This session, presented by Bob Compton, 
covered the new datalink weather features 
now available in the KDR 510 receiver. An 
update for the display on the KMD 550 and 
850 MFDs will be available by November 
2004. Areas affected by SIGMETS or other 
weather alerts are shown as boxes that 
delineate the borders of the affected areas. 
Simply clicking inside the box brings the 
relevant text information into view. PIREPS, 
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METARS and current NEXRAD displays are 
now available. Time-lapse graphic displays 
of the past several hours, convective activity, 
icing forecasts, turbulence and winds aloft 
will soon be available in a premium package.  

Airborne traffic displays use transponder 
mode S information and display the horizontal 
and vertical distance between traffic and 
your airplane, as well as vertical speeds 
that exceed 500 fpm. The enhanced ground 
proximity warning system compares your 
altitude with the local terrain elevation and 
obstacles based on your GPS position and 
an updateable database. The colored-coded 
display alerts you to impending conflicts. 

The newest HSI is electronic, fits into the 
same space as the mechanical unit, and 
provides the usual course and heading 
information, as well as distance and time 
to the selected waypoint. Their datalink 
transponder uses a MFD to display traffic 
within 7 NM and 3500 feet of your altitude. 

Owners’ Type Meetings 
Concurrent meetings for Malibu, Mirage, 
Meridian, and JetProp owners were 
extended to 90 minutes, in response 
to the enthusiastic responses to their 
introduction at last year’s convention. 
Experienced MMOPA members facilitated 
the sessions, which covered model-specific 
operational and equipment topics. One 
new member stated that this session alone 
was worth his entire convention expenses.  

Model Seminars
Piper Presents: Unparalleled Innovation, 
Unmatched Performance, Unequaled Luxury 

Piper Sales Manager Stan Riker reviewed 
the 20-year history of PA-46 airplanes and 
the recent series of innovations that have 
improved the Mirage and Meridian.  Piper’s 
improved parts fabrication process, and 
streamlined assembly lines have maintained 
timely construction and delivery of both 
models.  The Lycoming engine crankshaft 
problems have been solved by the concerted 
efforts of both manufacturers. The glass 
cockpit displays and Meggitt/STEC digital 
autopilot in the current Meridians have won 
high pilot-approval ratings. Meridian owners 
continue to express undiminished enthusiasm 
for Piper’s flagship airplane. On the piston 
side, Stan offered substantial support to three 
MMOPA pilots who were stranded in Palm 
Springs because of several failed cylinders. 
We are simply asking these engines to do 
a lot, and they complain often enough.

JetProp 
Warren Wood, a principal investor and 
developer of the JetProp conversion, 
described the current operations and 
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developments. Since its July 1998 STC 
certificate, more than 150 JetProps have 
been produced. The original JetProp DLX 
(Roman numerals for 560) has a PT6A-34 
or –35 engine that has a flat-rated 560 shaft 
horsepower (SHP). The newer JetProp DL 
has a less expensive PT6A-21 engine rated at 
550 SHP. This model cruises about 15K slower 
and has correspondingly lower fuel burn. 
Thorough pilot training is provided at factory 
cost with purchase of this conversion.  This 
includes one week of ground and simulator 
training at Flight Safety international, and 2 
to 5 days (or more if needed) model training 
at the Spokane WA factory. The attendance 
at the session and the enthusiasm of the 
owner-pilots were strong testimonies to 
the JetProp’s impressive performance. 

TBM 700
Mark Diaz presented an overview of this 
amazing airplane, with a focus on the 
newest C2 model. One can not help but 
be impressed by the robust construction 
and awesome performance of this aircraft. 
Of course a price of $2.7 million is also 
impressive. A Vmo of 266 KIAS, the highest 
in its class, and higher than many twin 
turbofans, is testament to the structural 
integrity of the airframe. Mark reminded us 
that TBM was the first production single-
engine pressurized turboprop in the general 
aviation fleet. Since its launch in 1987, TBM 
has delivered 285 airplanes worldwide. The 
PT76A-64 engine delivers 700 horsepower 
de-rated from a hearty 1,583 shp, yielding 
a realistic 280 KIAS in normal cruise and a 
good solid real-world 1000 mile range. The 
plane is RVSM approved, with two AM 250 
digital altimeters. With a service ceiling of 
31,000 feet, TBM installed an oxygen system 
that would make any airliner proud, with 
drop-down masks for passengers, and quick-
don masks for the front seats, with enough 
gas on board to feed all seats for one hour. 
When asked about future upgrades to an 
already impressive panel, Mark said that TBM 
is moving toward an all-glass cockpit, but 
that available glass is not yet compatible with 
the TBM’s well-established and much-loved 
autopilot. Mark also reviewed the history of 
problems with parts availability and customer 
service. He readily acknowledged those past 
problems, and then gave a truly convincing 
presentation about TBM’s deep commitment 
to customer satisfaction, and vastly improved 
parts distribution and availability. TBM owners 
in the room all echoed these comments.

Pilatus PC-12
The Pilatus representative presented data 
on production and aircraft specifications to 
a small but enthusiastic group, including 
several Pilatus owners. He reviewed the 
company’s history and production of military 
training aircraft, which the company used 
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in designing the PC-12. The end of this 
year should see the completion of number 
500. About 73% of the planes are sold in 
North America, with 67% configured in the 
executive aircraft seating, 26% in airline 
seating (9 passengers, plus 2 pilots) and 
5% in ambulance configuration. In a short 
time, Pilatus has become a dominant player, 
with market share in the United States now 
at about 25% of all single-engine turbine 
aircraft. The current model uses the PT6-67B 
engine with 1600 hp flat-rated to 1200 hp for 
take-off and 1000 hp for cruise. Payload is 
amazing, with a 400 pound-baggage capacity 
and a standard cargo door of 53 inches that 
is designed to accept a full-sized pallet. The 
avionics can be individually configured with 
the Honeywell EFIS as standard. A maximum 
cruise of 270 kts allows a range of 1600 km 
(865 NM). The company provides training 
at SIMCOM with simulator and transition 
training. While the base price is $2.7 million, 
a typically equipped aircraft is $3.3 million. 
Insurance for the average pilot was quoted at 
$28,000 to $35,000 per year, with a new pilot 
required to bring along a co-pilot for 25 to 250 
hours, depending upon experience. Product 
support is extensive and Professional 
Pilot has rated Pilatus as number one in 
customer service for the last four years.

Maxima 
Maxima, long known for the Walter turboprop 
conversion, has re-focused efforts on offering 
the Honeywell (previously Garrett) TPE331 
series engines. The Walter conversion 
was always considered experimental, 
and Maxima never accepted deposits for 
this reason. But the Garrett conversion is 
meant to go to production, and a deposit 
of $10,000 at the convention guaranteed a 
heavily discounted introductory price. More 
than 13,000 of these engines have been 
delivered, racking up over 100 million flight 
hours, and garnering a record of impressive 
reliability. The engines carry a 5,000-hour 
TBO, with a mandatory hot section inspection 
required at 2,500 hours. Three engine 
choices will be available: a Dash–5 model, 
a zero-time overhauled Dash–10, and a 
brand new Dash–10. All are rated for 600 
shaft horsepower at take-off, and 550 SHP 
continuous. The TPE331 is a direct-drive 
engine, versus the free turbine used on the 
PT6. This means that the propeller is directly 
connected to the engine, through a reduction 
gearbox, resulting in a fast response to 
power changes. These engines operate with 
relatively constant propeller RPM across 
the entire operating range, including idle, 
which is why they are known as screamers 
on the ramp. But in flight, the engines are 
no noisier than their PT6 counterparts, and 
with a maximum RPM of 1,591, the noise 
level should be similar. The Dash–5 engine 
is rated for 890 thermodynamic horsepower; 
so it should deliver similar performance 
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to the PT6A-34, with slightly lower fuel 
consumption. The Dash–10, however, is rated 
for 1044 thermodynamic horsepower, and 
can produce full rated 550 shaft horsepower 
all the way to the certified ceiling of FL270, 
resulting in fast climb times. All engines 
feature a non-icing air inlet, heated by engine 
bleed air. An efficient two-stage centrifugal 
compressor is used, its beefy blades being 
less susceptible to foreign object damage 
than axial compressors. Because 96% of 
maximum engine RPM is produced even 
at idle, plenty of bleed air is available for 
pressurization and anti-ice. Overall, the 
engines are claimed to be 3.4%-4.6% 
more efficient than traditional reverse-flow 
designs. A clever “cool start” system and fire 
suppression will be standard. The exhaust will 
come out of the bottom, eliminating soot on 
the sides of the aircraft. Engine gauges will be 
the Morritz combination analog/digital type.

Airframe changes include an increase in fuel 
capacity to 162 gallons, all carried in the 
wings. The front baggage compartment is 
retained, although its size will be reduced 
to make room for the cool start controller. 
Four Jet-A sized fuel caps are installed, 
and the fuel system draws from both tanks 
simultaneously for reduced pilot workload. 
Vacuum is produced by a bleed air system, 
and the starter-generator is so reliable that 
only the dual battery system is needed 
for backup. Winglets will be optional, and 
will be available some time after the initial 
certification, under a separate STC. Empty 
and gross weights of the converted aircraft 
should be similar, so Mirages will have similar 
useful load and Malibu’s will gain 200 pounds. 
Of course, the additional (and heavier) fuel 
will reduce the full-fuel payload. Vmo will be 
172 knots, yielding 266 KTAS at FL270, with 
a fuel consumption of 32-34 GPH. Range 
is expected to be 1,000 nm at maximum 
cruise or 1,200 nm at long range cruise.

Eclipse 500 
The Eclipse leadership presented an upbeat 
message about its VLJ (very light jet): more 
jet for less cost, and on-time deliveries. 
Test pilots are making headway into the 
certification process, but Eclipse has no 
firm dates for delivery of finished airplanes. 
Projected flight specs look good, but the cost 
and availability of insurance are unknowns. 
The price will be about ¼ that of other entry-
level jets, and the operating costs lower by 
50%. Eclipse expects to deliver fully equipped 
models (with lots of “bells and whistles”) for 
something over $1 million. Even if the price 
creeps up to $1.5 million, this will make it 
a strong contender in the current light jet 
market, and may produce a large air taxi 
fleet. This five or six seater will cruise at 
375K with a 1280 NM range and a useful 
load of 2250 pounds. The stall speed is 67K 
and only 2200 feet is needed for take-off. 







Winter 2004 38 M•MOPA

Eclipse plans for single-pilot certification 
and a FL410 service ceiling. Pratt & Whitney 
developed a new engine for the Eclipse, with 
900 pounds thrust and a 3,500-hour TBO. 
They have hired 340 employees and invested 
$500 million so far. They look forward to 
filling its 2100 new jet orders in the not-
too-distant future. We will all watch closely.  

Safety Review  
Jim Yankaskas gave his annual PA-46 
safety review, and drew important lessons 
from the most recent accidents. Of the 100 
accidents reviewed between 1992-2004, 
67 can be attributed to pilot error, 23 to 
mechanical problems, and 10 to unknown 
causes. Forty-one were in the arrival 
segment of flight, 34 enroute, and 25 during 
departure. Thirty-five incurred fatalities. 

Jim reviewed the 9 PA-46 accidents that 
occurred over past 12 months, involving 
2 Meridians, 4 Mirages and 3 Malibus. 
Three accidents were discussed in detail. 
Perhaps the most disturbing was an in-
flight break-up at FL240 in and around 
CB, with an experienced Malibu pilot. The 
fleet had not experienced such a break-
up for some time. While we can not know 
the exact cause, radar data suggested 
thunderstorm penetration. Jim noted that 
all fatal accidents appeared to involve 
some form of pilot error or misjudgment. 

On the other hand, many potentially fatal 
accidents were not due to appropriate 
emergency procedures and planning. This 
is borne out by an accident due to engine 
failure in Ontario, Canada during the past 
year. In this accident, a catastrophic engine 
failure occurred below the gliding distance 
to the nearest airport. The well-trained pilot 
using the assistance of his son, also a pilot, 
allowed the plane to land under control on 
a road. Although the plane was severely 
damaged, the occupants were able to 
exit the aircraft with only minor injuries. 
This accident demonstrated that training, 
cockpit resource management, GPS use, 
gear and flap deployment, and constant 
control of the aircraft, can positively affect 
the result when properly managed. The 
cabin remained intact, demonstrating the 
structural integrity of the pressure vessel 
and its ability to protect the occupants 
during a controlled crash. Additional 
details are in this issue’s Aviation News.

Oxygen management can play a large 
part in safety. Jim reviewed the regulations 
concerning the use of oxygen, noting that 
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individual variations may warrant the earlier 
use of oxygen than required by the FARs. The 
time of useful consciousness without oxygen 
at 30,000 feet is 1 to 2 minutes; at 25,000 
feet is 3 to 5 minutes; at 18,000 feet, 20 to 30 
minutes. At sea level we have on average 98-
100% oxygen saturation of the hemoglobin, 
but that drops to 80% at 12,000 feet. Above 
5000 feet, visual sensitivity decreases. 
Between 12,000 and 15,000 feet without 
oxygen, we see impaired recent memory 
and calculations; at 15,000 to 18,000 altered 
judgment and impaired coordination may 
occur. Other factors that may enhance the 
effects of oxygen deprivation include the 
rate of ascent, over-the-counter medications, 
fatigue, and alcohol. Adequate oxygen is 
critical to safe flight and you should consider 
the use of individual pulse oximeters.

Preflight Weather Services 
Paul Sanchez presented an alternative to 
conventional DUATS flight planning offered 
by http://www.enflight.com. The system 
is similar to DUATS, but features more 
advanced aircraft performance modeling, 
and makes good use of color for quick 
METAR/TAF interpretation. For example, 
weather reports are coded green for VFR, 
yellow for MVFR, or red for IFR conditions. 
While not as sophisticated as stand-alone 
flight planners such as those from Jeppesen 
and RMS Technology, it represents a useful 
advance over traditional pure-text DUATS. 
He also demonstrated some of the features 
of the National Weather Service’s Aviation 
Digital Data Service (ADDS) at http://adds.
aviationweather.gov. Current Temporary 
Flight Restrictions (TFRs) can be found in 
http://tfr.faa.gov. Most conference attendees 
are already using some computer-based 
briefing and flight planning resources.

Autopilot Systems 
and Pilot Troubleshooting 
Bob Compton, a pilot and Honeywell Bendix/
King employee for more than 30 years, gave 
an overview of autopilot systems, with the 
goal of facilitating in-flight troubleshooting.  
He emphasized that clear descriptions of 
the problems, including flight conditions (i.e. 
altitude, airspeed, OAT and flight modes) can 
help guide the avionics mechanic to more 
accurate and less expensive repairs. For 
example, pitch or roll oscillations at about 1 
cycle per second usually indicate a problem 
with the pitch or roll servo.  Preventative care 
is very important. He stressed that control 
cable tensions should be measured with 
a calibrated tensiometer at least annually.  







Similarly, auto pilot servos and slip clutches 
should be inspected at least annually.

Pilot-to-Pilot
Continuing a long-standing tradition, the 
convention ended with a free-ranging 
pilot-to-pilot meeting. Mercifully, nobody 
mentioned rich-of-peak or lean-of-peak 
operations. A wide sampling of issues 
were discussed, including: boost pump 
failures; squealing brakes; battery life and 
care; rudder trim, particularly on take-off; 
management of the environmental system; 
cracked pilot-side window; soundproofing 
and insulation; cold-soaked gear, and piston 
failures in Continental engines. We also heard 
details about transitioning from a Mirage to 
a JetProp, the benefits of high-altitude 
training and the effects of hypoxia, and the 
importance of initial and recurrent training.

Editor’s Last Word
This article is a group effort of volunteers, 
compiled by members generous enough to 
offer their time both at the convention and later 
in putting thought to paper. This last section, 
however, is mine, for which nobody else can 
be blamed. This is the “how to annoy as many 
people as possible” section with offending 
statements and inconvenient observations.

First I want to thank Dick Rochfort for serving 
as the convention’s primary photographer, 
and Bob Conrad for his tireless efforts to 
provide additional pictures. Both gentleman 
really gave up much of the pleasure of 
attending the convention to work hard 
on your behalf. I never saw either one 
without a camera in hand. Thank you.

The academic program this year was 
wide-ranging, informative, interesting and 
substantive. Anybody who owns or operates 
any version of the PA-46 should be at this 
meeting. Your life may depend on what you 
learn here. The good news is that while total 
attendance was a bit down from previous 
records, attendance of members was at an 
all time high. More MMOPA members came 
to this convention than ever before, so we 
continue to make progress. The difference 
is that fewer representatives came per 
vendor. The bad news is that we did not 
achieve nearly 100% member attendance, 
and I am mystified by that. Except for 
unexpected and unavoidable scheduling 
conflicts, there is no good excuse. The 
dates are published a year in advance.
I asked one TBM operator why he continued 
to come to the MMOPA conventions, and 
his reply was: “because I learn something 
important every time. Even if it is just one 
thing that I would not otherwise have thought 
of or learned, it is well worth it, not to mention 
fun.” Owner type-meetings and model-
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specific seminars offer something important 
for everybody.” Vendors offer discounts and 
a chance to talk to people at length who 
know their products intimately. Camaraderie, 
nationally-known guest speakers, good food 
and spirits and live entertainment just add 
to the mix. What exactly is the rationale for 
not attending? The convention could not be 
located more conveniently to the west coast 
than if we held meetings on the beach exactly 
mid-way up the state. Yet turnout from our 
west coast brethren, while not bad, was by 
no means spectacular. We’ll see how that 
compares next year to east coast attendance 
at the Groton convention. My bottom line 
is that if you own a PA-46, and you do not 
have a truly serious scheduling conflict, you 
really should attend the annual convention. 
I would love to hear from those that do not, 
and learn from them what can be done to 
get us close to 100% member attendance.

Two years ago, EADS/Socata generously 
offered to the MMOPA auction a free ferry 
trip from Tarbes to Florida, which brought in 
a bid of $8000. I said that if they would offer a 
second trip at that same price, I would publish 
a picture of a TBM on the cover, and include 
an article describing the trip across the pond. 
They did and I will. So start your moaning and 
groaning now and get it out of your system. 
I will accept all of the nasty comments I am 
sure to receive from those who believe I have 
sullied the purity of the PA-46. I’m tough, so go 
ahead and give me your worst. Then we’ll all 
do a group hug, sing kumbaya, and move on.
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A Sizeable Shift
by Mike Haenggi

Pilatus Points

Mike Haenggi

If you ever do run into a CG problem, 
shifting too far forward will likely be the 
issue. With full fuel, two heavy pilots in 
the cockpit, and nothing in the cabin, you 
can bump up against the forward limit. 

If you are worried about doing the CG math 
for an aircraft with a 16-foot long cabin and 
so many seats, fear not. Pilatus makes 
checking the CG easy with a simple PDA-
based application. The program calculates 
CG based on your inputs, and also figures 
zero fuel, ramp, and takeoff weights.  The 
handy application also calculates takeoff 
and landing distances, fuel flows for given 
power settings, and true airspeeds at 
various temperatures, weights, and altitudes.

That Big Door
The cargo door, which is standard on all 
PC-12s, is large enough to take a standard 
pallet from a forklift. The door is hinged 
at the top and swings up out of the way 
to facilitate loading and unloading. A gas 
cylinder assists in opening and holds the 
door in the open position. An electric motor 
and cable makes closing the door simple. To 
operate, press and hold the button located 
on the fuselage aft of the cargo door. The 
door automatically lowers to where it can be 
closed and latched.  Five visual indicators 
on the outside of the door visually confirm 
green if all the locking pins are securely 
in place. There is also a microswitch that 
detects the door position, and will illuminate 
CAR DOOR in the cockpit if the door is not 
properly closed and locked. A voice callout 
“Warning Cargo Door” will also be heard.

When looking at the cargo door, remember 
that the PC-12 is a pressurized airplane. 
The door uses a simple but rugged, 
non-inflating seal to al low the cabin 
to pressurize to its maximum 5.75 psi 
differential. At the PC-12’s ceiling of 30,000 

Loading Bass into PC-12:
Photo by Jon Youngblut

Forklift Loading PC-12:
Photo by Jon Youngblut

For a single engine aircraft, the PC-12 is big, 
in fact among the biggest on the market. 
With its large cabin and oversized cargo 
door, pilots naturally start thinking about all 
the people and cargo they could fly around.  
For owner-pilots moving up, the PC-12 
usually results in a sizeable shift in the way 
they think about what can go in an airplane. 

To understand the shift, you have to look 
at some numbers. A “typically equipped” 
PC-12 has an empty weight of around 6,365 
pounds. Note that a typically equipped 
PC-12 is loaded to the hilt with a 6-seat 
executive cabin, custom cabinetry, a fully 
enclosed flushing lavatory, and full suite 
of avionics.  Nearly everyone orders them 
with all the amenities. The maximum 
takeoff weight is 9,921 pounds, which 
leaves you a useful load of 3,556 pounds.

Fill ‘er Up
The PC-12 holds 402 useable gallons of 
Jet A, which equates to 2,704 pounds on a 
standard day. So you can literally put more 
than a ton of fuel on board. With full fuel, 
you have about 850 pounds left to carry 
people and bags. That may not seem like 
much for an eight-seat airplane, but with 
full fuel, a PC-12 goes a long way. You 
can go 1,800 nautical miles at high-speed 
cruise or up to 2,000 nautical miles at 
long-range cruise, and still have reserves. 
That means Los Angeles to Washington 
D.C. (1,982 nautical miles) is doable.
If you take a PC-12 trip and fly for four 
hours at normal cruise, you go just over 

1,000 nautical miles. That will give you 
New York to Miami (948 nautical miles), 
for example. To go 1,000 nautical miles, 
you will need roughly 1,500 pounds of 
fuel. Add in a generous 500 pounds for 
IFR reserves and the total comes to 2,000 
pounds. With that amount of fuel aboard 
you have over 1,500 pounds of useful load 
left, or enough for seven people and bags.  

With such range capability, you quickly find 
you usually have many options if the weather 
happens to close your destination airport, 
or if you just want to change your mind 
completely and go somewhere sunnier. 
Determining your options in flight is simple. 
Fuel information is electronically displayed 
on the Engine Instrument System (EIS) 
panel in the cockpit. The system displays 
level gauges for each tank, total fuel on 
board in pounds, pounds per hour being 
consumed, number of pounds used, and 
hours and minutes of endurance left with 
the current power setting and fuel quantity.  
Having a range of several hundred miles left 
is normal, even after flying a four-hour trip.

CG Range
With all of its fuel and payload capability, 
the PC-12 is fortunately not terribly sensitive 
to CG limits. It is basically a “load and go” 
airplane. The design’s balance is biased 
towards the nose, so weighing down the 
aft end of the fuselage is rarely a problem. 
A forty cubic foot baggage compartment is 
located at the far back of the cabin. With a 
single pilot and full fuel, you can put up to 
400 pounds of bags in this space and still 
be within limits. If you have more stuff, you 
can remove the two rearmost seats and put 
nearly 400 more pounds of cargo in the aft 
end and still be okay. The PC-12’s fuel tanks 
are positioned near the perfect spot with 
respect to CG. You can burn off 2,000 pounds 
of fuel and the CG will only move slightly aft.

Mike learned to fly Champs and Aircoupes 
off a small grass strip in Wisconsin, and 
he has been a wing nut ever since. He 
spent ten years in the aviation publishing 
industry. As a senior aviation editor, he 
helped put together more than 100 books 
on the history of aviation. He has authored 
two books of his own and many aviation 
articles. He holds an MBA in Aerospace 
Business from Embry-Riddle Aeronautical 
University and is a Certified Flight 
Instructor. Today, Mike is the Marketing 
Project Manager for Pilatus Business Aircraft 
on the PC-12 program. He lives with his wife 
and daughter in Thornton, Colorado.
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In our full-motion sim, your plane or a combination.
Patient, caring instructors, experienced in the PA-46.

One-on-one learning in a relaxed environment.

Review the fundamentals - get back the edge.
Practice and drill - increase proficiency. 

Test your judgement in challenging LOFT missions.
Stretch your skills and confidence to a higher level.

Initial and Recurrent 
PA-46 Training
Insurance approved 

1.800.923.7762
www.aerotech.net  

Aero-Tech Recurrent Training
Practical proficiency for general aviation pilots.

Lexington, KY                 Since 1971

Pilatus Points

feet, the cabin stays at 10,000. Tremendous force pushes 
on the door, but its designed to take that and much more. 

The cargo door is one of the PC-12’s features that prospective owners 
often believe they do not need. But most pilots quickly wonder how 
they ever lived without one. Some owners, despite being financially 
capable of moving beyond the PC-12, have refused to purchase 
a larger jet because they would have to give up their cargo door. 

Odd things
The big cargo door means you can put a whole new class of objects 
in your airplane. You can fly with two full sized motorcycles or an ATV 
aboard. Or take six adults, six mountain bikes, luggage and riding 
gear. How about two golf foursomes and eight sets of clubs for a 
nice way to hit the links? Maybe a mounted bull elk head with antlers 
spreading 4-1/2 feet, or a full sized couch with hideaway bed, or an 
antique Victorian claw-footed bathtub are more your style. All these 
things have flown on a PC-12. One PC-12 even flew with a car in 
it, a small three-wheeled Messerschmitt car, but a car nonetheless. 

The combination of a generous range-payload, a wide CG range, and 
the large cargo door make the PC-12 uniquely flexible. One new PC-
12 pilot said; “It gave me a whole new perspective on flying. Groups 
of friends or family, business teams, and big equipment or toys that 
used to be out of the question are not only possible, but simple.” 

I will take some artistic liberty and call that a sizeable shift in thinking.





For the most current information 
on our aircraft inventory please 
call 303-799-9999. We typically 
have several quality used and 

new Piper aircraft.

The PC-12 was ranked #1 in the  
2000 AIN Customer Product Service 
& Support Survey in the Business  

Turbo Prop Category

The PC-12 was ranked #1 in the  
Professional Pilot 2002 Corporate 

Customer Aircraft Product  
Support Survey

and
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DORR AVIATION CREDIT CORPORATION
201 Airport Road, PO Box 761, Cuero, TX 77954

Aircraft Loans Nationwide, Serving the Aviation Community for 40 years.

 Best Rates & Low Closing Costs

Experienced Malibu/Citation/TBM 700 Lender 

Located on the Airport @ T71

Jimmy Gips
Vice President Southern Region

 Phone: 800-311-4311 Fax: 361-275-6940 
  361-275-6990 Email: gips@dorraviation.com
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Mary has been a pilot for over twenty-five 
years and has instructed in the Malibu 
since 1988 when she worked for the 
Piper Training Center. Subsequently, she 
was Eastern Region Sales Director and 
Malibu Mirage demonstration pilot for 
Piper Aircraft. Mary was also co-founder 
and owner of Attitudes International, 
Inc., The New Piper Aircraft’s exclusively 
approved training school for Malibus, 
from 1991 – 1998.

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

Malibu Trivia Q & A

Mary Bryant 

Ground Operations Trivia
by Mary Bryant

QUESTIONS

1. When instructed to “taxi into 
 position and hold” on a runway at 
 night, you should taxi onto the 
 runway and:
 a. line up on the center line.
 b. line up 3-4 feet off of the 
  center line.
 c. line up at a 30 degree angle 
  to the center line.

2. Runway edge lights are:
 a. white.
 b. yellow.
 c. red.
 d. a. & b.
 e. a. & c.

3. You have been cleared to taxi to 
 runway 6 for takeoff.  Along the way, 
 you encounter a row of illuminated 
 red lights across the taxi way.  You:

 a. may cross since you were cleared 
  to taxi to the runway.
 b. must stop.
 c. Don’t know. Ask ATC.

4. Taxi way edge lights are:
 a. blue. 
 b. white.
 c. alternating blue and white.
 d. a. or c.

5. When placing you into “position 
 and hold” ATC should advise you of  
 which of the following:
 a. landing aircraft
 b. departing aircraft
 c. wake turbulence
 d. traffic on intersecting runways
 e. vehicles on runways

6. If landing traffic is a factor when 
 in position and holding, ATC is 
 required to:
 a. inform you of the closest traffic 
  that is cleared to land or touch
  and go.
 b. inform you of traffic that is cleared 
  to make an unrestricted low 
  approach on the same runway.
 c. advise the landing traffic that you 
  are in position and holding on 
  the runway.

7. If a takeoff clearance is not received 
 within a reasonable time after 
 instructed to “position and hold” 
 you should:
 a. do a 360 on the runway to 
  check for traffic.
 b. continue holding.
 c. exit the runway.
 d. query ATC.

8. When ATC issues “position 
 and hold” takeoff clearances:
 a. the intersection designation will 
  be used if it is an intersection 
  takeoff.
 b. the term “full–length” will be  
  included in the clearance if full 
  length and intersection departures 
  are being issued at the same time.
 c. the number of the runway will 
  be indicated.

9. Dashed double yellow lines on 
 a taxiway may:
 a. never be crossed without   
  permission at a controlled airfield.
 b. be crossed without permission at  
  a controlled airfield.

10.  Solid double yellow lines on 
 a taxiway may:
 a. never be crossed without 
  permission at a controlled airfield.
 b. be crossed without permission at 
  a controlled airfield.

11. You are cleared to taxi to runway 24.
 a. You may cross any runway to 
  get to 24.
 b. You may cross any runway 
  except 24.
 c. You may cross only runways s
  specifically mentioned in your  
  clearance by ATC.

12. When exiting a runway, you should:
 a. exit at the first available taxiway.
 b. exit where instructed by ATC.
 c. remain on tower frequency until 
  advised by ATC.
 d. contact ground as soon as off 
  the runway.
 e. make sure all aircraft parts are  
  clear and past the hold short lines 
  before contacting ground.

13. Runway and intersection   
 designations should be used 
 with which of the following?
 a. repeating taxi clearances
 b. repeating “hold short” clearances
 c. repeating “position and hold” 
  clearances
 d. repeating takeoff clearances
 e. when exiting the runway and 
  contacting ground

14. You are taxing to the terminal 
 and  see a black and white 
 checkered line.
 a. You may cross the line.
 b. You may not cross the line
 c. The airport is sometime used for 
  grand prix events.
 d. a. and c.

15. Match the following items with the 
 appropriate color.

 a. location sign 
  (taxiway or 
  runway) 
  
   
 b. mandatory 
  instruction 
  sign   

 c. direction/
  designation
  sign    

ANSWERS

1. b.  Consider lining up slightly left or 
 right of the centerline when holding 
 in position at night so landing aircraft 
 can differentiate your aircraft from 
 runway lights and markings.

2. d.  Runway edge lights are white with 
 the last 2000 feet yellow.

3. b.  Never cross a row of illuminated 
 red lights.  This is a stop bar.  Do not 
 proceed until the lights are turned off.  
 Of course, asking ATC whenever 
 uncertain is always a good policy.

1. black  
 writing  
 on yellow  
 background  
 with   
 arrow

2.   black  
 square  
 with  yellow  
 lettering

3.   white  
 letters on  
 red  
 background
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4. a. blue

5. All of the above.  ATC should advise 
 you of the reason for any delay in 
 receiving your clearance.  If you are 
 aware of a situation that would impact 
 your safe departure, of which ATC 
 has not advised you, you should 
 consider calling it to their attention.

6. All of the above.

7. d. (and b in the meantime).  FAA 
 analysis of several collision and 
 incidents involving aircraft holding in 
 position indicate that 2 minutes 
 or more elapsed between the time the 
 instruction was issued and the 
 resulting collision or incident.  
 Contact ATC anytime you have 
 a concern about a potential conflict.  
 Monitor frequencies while you are 
 awaiting takeoff clearance and keep 
 track of the passing time.

8. All of the above.

9. b.

10. a.

11. b.  ATC instruction to taxi to a runway 
 IS NOT a clearance to cross the 
 assigned runway or to taxi on that 
 runway at any point.  It is a clearance 
 to cross other runways that intersect 
 the taxi route to the assigned takeoff 
 runway.  If unsure, ask.

12. All of the above.  You should exit at 
 the first available taxiway, or as i
 instructed by ATC. You should remain 
 on tower frequency until advised to 
 contact ground control.  Make sure 
 your aircraft is entirely across the hold 
 short line and clear of the runway 
 when exiting before contacting 
 ground.

13. All of the above.

14. a.  Markings on aprons and ramp 
 areas may include other colors 

 besides yellow.  It is common to 
 mark vehicle roadways in white 
 or black and with white checked or 
 “zippered” markings.  You may taxi 
 across these roadways but you 
 should not taxi on them.

15. a. and 2. Locations signs of taxiways 
 or runways are black squares with 
 yellow lettering.  “Black square, 
 you’re there!”

 b. and 3.  Mandatory instructions 
 signs are white letters on red 
 backgrounds.  Just remember that 
 red usually is a high alert color.

 c. and 1.  Direction and destination 
 signs are black writing on yellow 
 backgrounds with an arrow.  “Yellow 
 array points the way!”

The FAA’s “Runway Safety—Heads Up, Hold 
Short, and Fly Right” brochure was used in 
preparing this column.
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by Kevin Mead

Malibu Maintenance
Things That Crack

Kevin Mead

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

Cracks everywhere, and I do not mean 
the view as my plumber leans underneath 
the sink.  I recently went through one of 
those weeks where every plane that came 
into the shop seemed to suffer cracks on 
something expensive. As we removed 
one part after another I had plenty of time 
to consider that a large part of my day is 
devoted to looking for or repairing cracks. 
That week was the inspiration for this 
issue’s article.  I will concentrate on where 
and how items crack and give you repair 
options and preventative measures where 
possible.  I can do nothing about the plumber.

Engine Mounts  
The PA46 engine mount is notorious 
for cracking at the nose gear actuator 
attach point, sometimes with disastrous 
consequences.  Our illustrious editor can tell 
you about that. We have also seen cracking 
at the nose gear trunnion pivot point on the 
PA46-310P mount.  Piper addressed the 
mount problem by issuing Service Bulletin 
1103, which calls for recurring 100 hour 
inspections of the actuator attach point. At the 
same time, Piper introduced a new beefed up 
mount, which incorporates thicker metal and 
gussets at the problem points. Jonathan Sisk 
with Enhanced Flight Group LLC also has a 
new and sturdier mount that you might want 
to consider.  Installing a new style mount 
relieves the 100 hour inspection requirement. 
Just to be on the safe side I still look over the 
new style mounts at annual.  JetProp had their 
own cracking problem early on but quickly 
modified their mounts to fix the weak area.  

If you are one of the many owners that still have 
an old style mount, and are unlucky enough 
to find it cracked, you do have some options. 
You can purchase a new style mount or you 
can have yours repaired by one of several 
companies who can modify the mount in a 
manner similar to Piper’s unit.  But whether 
you repair or replace, engine mount changes 
are expensive procedures.  Unfortunately, 
the reality is that most Malibu owners will 
eventually suffer through a new or repaired 
engine mount if they fly long enough. 

Lycoming Oil Sump
The oil sump on the TIO-540AE2A engine 
is so problematic that the part has actually 
found two different ways to crack. Usually 
we see the oil sump induction tube cover 
cracked at the right turbocharger bracket 
attach point. When we remove the sump 
to replace it, we then find that the internal 

oil baffle is also cracked. I do not know why 
these crack, and I have seen them crack 
on low time almost-new engines. This is a 
hugely expensive problem to fix, and you 
have precious few repair options. A new oil 
sump from Lycoming will set you back about 
$10,000.  A few companies are certified to 
repair oil sumps, but I have not always been 
happy with the results. We have had instances 
where welded cracks reappeared. In these 
cases, the repair agency will warranty their 
work but will not pay for the labor to remove 
and reinstall the sump, which typically requires 
about 20 hours. We are currently reviewing 
our oil sump replacement options at my shop. 

Brackets
Air conditioner, alternator, and turbo support 
brackets crack fairly frequently on all PA46 
models. Replacing the air conditioner or 
alternator brackets is not terribly expensive, 
but the Lycoming turbo bracket sells for around 
$2000.00. Availability is poor on all three types 
of brackets, so most of the time we use either 
good condition used units or have the brackets 
repaired. We have used S&B Industries 
for years with good results, but there are 
probably others authorized to repair brackets.

Propeller Spinner Domes                    
and Bulkheads 
Cracked spinners and bulkheads are 
infrequent on the Mirage and Meridian, but 
fairly common on the Malibu.  Inspecting 
your bulkhead is important since a cracked 
one can lead to a cracked spinner dome. 
To prevent a cracked bulkhead, make sure 
the spinner is properly shimmed and tight 
at all times. Malibu bulkhead availability 
is usually poor, so we try to keep one in 
stock. I am aware of one shop that repairs 
spinners but none that repair bulkheads.
  

Cowlings
With the abuse suffered by fiberglass nose 
cowls we should not be surprised to find 
them cracked to at least some degree on 
practically every Malibu more than a few 
years old. When the cracks are small, they 
can be let go, but they will grow over time 
to the point where action is necessary. 
In all but the worst cases we do our own 
fiberglass repairs and repainting in the shop. 
If the cracks are numerous or severe, we 
call in a local painter to make the repairs. If 
your cowlings are completely shot you can 
also buy salvage units, repaint them and 
install them on your aircraft.  But be advised 
that cowls are fit to individual airplanes 
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and can be difficult to install on another 
plane. Occasionally, we will see salvage 
cowlings that simply cannot be made to 
fit the target airplane.  Metal cowlings also 
crack and require riveted or welded repairs. 

Wing Skin
Both wing skins tend to crack on the upper 
wing at the wing root fairing. This is caused 
by the gear traveling too far up, concentrating 
stress at the end of the wing skin stringer 
causing the skin to crack. To prevent this 
problem, ensure that your gear is properly 
rigged, and install the Piper Service Letter 
1057a kit, which ties the stringer to the wing 
rib, relieving the stress on the skin. I am a 
big believer in this preventive service letter, 
after having applied so many large patches 
to the top of cracked wing skins over the 
years. This ugly repair is easy to avoid. 

Pilot’s Side Window
This problem affects all Malibu models and 
ages. In fact, I would bet at least a few of 
the folks reading this article are unaware of 
cracked windows on their planes right now. 
Cracking seems to be more frequent on 
post 1996 model aircraft. These windows 
have the notch at the bottom of the storm 
window to accommodate the storm window 
hinge. The windows typically crack straight 
down from the bottom edge of the storm 
window opening, making the crack difficult 
to see. This is common and, in my opinion, 
a big deal. Cracked Malibu side windows 
have blown out in flight, so I never hesitate a 
moment to replace the window. Unfortunately, 
availability can be poor on all window models. 
Even obtaining the correct window part 
number corresponding to your serial number 
aircraft can prove difficult. Grounding the 
aircraft is usually not an attractive option for 
many owners since obtaining a window can 
consume many months.  As a consequence, 
many people fly around with these cracks. If 
you are among that group I highly recommend 
keeping a close eye out for any signs of 
movement or distortion in the window. 

Mirage Bench Seatback
This problem is limited to newer Mirage 
and Meridian aircraft. The aft seat backs 
in these planes are made of a honeycomb 
layer faced with fiberglass sheets. These 
seats are also made to fold down and must 
be crawled on to access items stowed in 
the aft baggage compartment. One too 
many knees on the top of the seatback will 
cause it to break. I estimate about 30% of 
the newer planes I see in our shop have at 
least one broken seatback. These can be 

repaired by layering new fiberglass over 
the break, but will break again over time 
with normal usage. We experimented with 
repair schemes and finally came up with 
a durable repair using sheet aluminum. 
 

Piston Engine Metal Baffles
Given the extreme temperatures and intense 
vibrations north of the firewall, your metal 
engine baffling will not surprisingly develops 
cracks. Over time, the cracks can become 
so severe and numerous that they actually 

interfere with engine cooling. I like to stop drill 
cracks as soon as I see them and fabricate 
doublers for cracks that have gone too far. 

You may have noticed that few of the 
cracks I addressed above can be entirely 
prevented. Aircraft are necessarily made 
from light materials and exposed to extreme 
conditions. At best, a Malibu owner can try 
to keep ahead of the deterioration with a 
program of regular inspection and repair.
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by Russ Caauwe

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.

New Members 
 John Sullivan
 N545JW
 Orchard Park, NY
John has a Mirage and has over 500 hours.  
He holds a Private license with Multi and 
Instrument ratings.

 Greg Henson
 N92835
 Lee Summit, MO
Greg has over 820 hours and holds an 
Instrument rating and owns a Mirage.  He is 
CEO of Heartland Tanning, Inc.

 Gerald Blank
 La Jolla, CA
Gerald is an Attorney.  He has over 3700 hours 
and holds SEL and Instrument ratings.

 Matthew Vitale
 Orlando, FL
Matthew has over 920 hours and holds a 
Private license with an Instrument rating.

 Daniel Cretsinger
 Oklahoma City, OK
Daniel is an Aircraft Salesman.  He has over 
3570 hours and holds a Commercial license 
with Instrument, Instructor (Single/Multi) and 
CE-500 ratings.

 Michel Gibson
 Seagoville, TX
Michel has over 4000 hours and holds 
a Commercial license with SEL/S, MEL, 
Instrument, and Rotocraft/CFII ratings.

      
 Randy Pichler
 CGPRJ
 Saskatoon, SK Canada
Randy has a Mirage.  He has over 320 hours 
and holds an Instrument rating.

 Steven Kanig
 N5337N
 Albuquerque, NM
Steven has a new Meridian.  He is a physician 
(Nephrologist).  He has over 2500 hours 
and holds a Private license with SEL and an 
Instrument rating.

 James Kelly III
 N9281B
 Fort Smith, AR
James is a Surgeon.  He has over 350 hours 
and holds a Private license with an Instrument 
rating.

 James Schmoyer
 N6920K
 Zionsville, PA
James has over 1000 hours and he and his 
wife Nadine hold Instrument ratings.  He has a 
Malibu.

 Bruce Feldstein
 N50BF
 Grantham, NH
Bruce has a new Mirage.  He has over 1100 
hours and holds a Private license with an 
Instrument rating.

 Richard Ferree
 Poquoson, VA
No information available.

 Bradford Vineyard
 Oswego, IL
Bradford has over 13,300 hours and holds ATP 
and 5 bizjet type ratings.  His company is BCI 
Aircraft Leasing.

 Paul Savona
 New London, CT
Paul has over 500 hours and holds a Private 
license with SEL and Instrument ratings.

 Daniel Rice
 N9280K
 Cashiers, NC
Daniel is a contractor.  He has a Mirage and 
has over 2000 hours.  He holds IFR and Multi 
ratings.

 Melinda Caverich
 N220JM
 Tucson, AZ
Melinda has a new Meridian.  No other 
information available.
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 John Barberino
 Fort Lauderdale, FL
John is an Auto Dealer.  He has over 5200 
hours and holds a Commercial license with 
Instrument and Multi ratings.

 Phillip Pines
 N909P
 Wisconsin Dells, WI
Phillip has a new Meridan.  He has over 800 
hours and hold SEL and Instrument ratings.  He 
is an executive in the manufacturing of Truck 
Trailers.

 Bill O’Donnell
 N462HP
 Las Vegas, NV
Bill is a Real Estate Broker.  He has over 750 
hours and has a Mirage.  He holds SEL and 
Instrument ratings.

 Richard Schneider
 Howard, OH
Howard has over 20,000 hours and holds SEL, 
MEL, CFI, CFII, CFIAM, and ATP ratings.

 James M. Hall
 N8755H
 Charlottesville, VA
James has a new Meridian.  He has over 1200 
hours and holds an instrument rating.

 James Vest
 N955SH
 Garland, TX
James is a contractor.  His company is 
Coronado Stucco.  He has a Mirage and has 
over 1070 hours.  He holds SEL and instrument 
ratings.

 Emil Simon
 C-FUSA
 Aurora Ontario, Canada
Emil has a Mirage, and has over 600 hours.  
He holds the following: Instrument, Group 3 
Private Night.

 Donald Kline
 N714KL
 West Dover, VT
Donald has over 2000 hours and has a Mirage.  
He is a Marine Consultant.  He holds SEL and 
Instrument ratings.

 Mark Benesh
 Rochester, NY
Mark is a CFI with over 3000 hours.  He 
currently has a PA32, but I expect he is giving 
the PA46 a serious look.

 Scott Davison
 Park City, UT
Scott is a Developer.  His company is Land 
Capital Group, Inc.  He is a student pilot with 
over 30 hours.

cont. page 69
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AIRCRAFT TRAINING SERVICES, LLC.

Tom Deutsch Certified Flight Instructor since 1972 (32 years)
Owner/Instructor Over 16 years flying and teaching in PA-46 s

Email: deutscht@rhwhotels.com Address: 24308 West 79th St., Shawnee, KS 66227

MALIBU, MIRAGE & MERIDAN
TRAINING

Insurance Approved

INITIAL & REFRESHER COURSES 

(913) 441-7820 
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1995 Socata TBM700A
S/N 107 w/2020 hrs. TTSN. Equipped with  

2-tube EFIS, KMD-850 Multi-function display 

with enhanced ground proximity warning 

equipment, BFG Skywatch, WX-1000 storm-

scope, and King KLN-90B GPS. The paint and  

interior were completed in 2002 and the  

aircraft has no damage history. The annual  

inspection was complied with April 2004. 

“0” since hot section, SB-14261 complied 

April 2004.  Aircraft is located in Sanford, 

Florida.  Asking price has been reduced from 

$1,850,000 to $1,695,000. Visit our website 

www.caijets.com to view specs and pictures.          

 

J.P. Hanley, Corporate AirSearch Int’l  

954-491-0225 or email jp@caijets.com

Special Purchase Composite  
3-bladed Mirage Propellers 
Hartzell is offering factory overhauled  

3-blade composite propellers for a special  

price of $13,500 ... an $8,400 savings off of  

the $21,900 list price. These used composite  

3-bladed Mirage propellers were removed 

from aircraft converted by JetProp LLC to their 

new DLX This special Top Prop kit includes the 

0 TSO propeller, new de-ice kit, used spinner, 

STC paperwork and a 1 year/1000 hour  

warranty. Availability is on a first come, first 

served basis. Call 800-942-7767 or email 

topprop@hartzellprop.com.

 FLORIDA Spruce Creek Fly-In
America’s Premier #1 Fly-In and Country 

Club Gated Community with it’s own Airport. 

4,000' paved lighted, east/west runway, paved 

taxiways, fuel. Featuring hangar homes, golf 

course homes, nature homes, and condo-

miniums. 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 

800-932-4437 or Evening 386-761-8804

GPS MANUAL 

 The Garmin GPSmap 296, with terrain 

and obstacle alert, has been added to our 

inventory of Pilot Friendly manuals. It joins 

the GPSmap 196 and 295, GNS 430 and 530, 

Bendix/King’s KLN 89B/KLN94, KLN 90B and 

KLN900.  These task-oriented manuals lead 

you step-by-step through all the operations. 

A valuable take-along aid in the cockpit. 

IFR models $39.95. Handhelds $34.95. Add 

$6.00 for S & H. Other than U.S. add $6 more. 

AD Publishing, Inc., PO Box 3487, Wichita, KS 

67201, 888-310-3134. www.zepublishing.com

2002 Socata TBM700B
S/N 234 with 298 hrs total time since new.  

Like new in and Out! Equipped with the  

desired optional pilot access door ($50,000) 

and is fully loaded including dual GNS-530’s, 

KMD-850 MFD with EPWS, Nexrad Radar, BF 

Skywatch TCAD, and radar. Warranty valid 

through July 2004. Why spend hundreds of 

thousands more on a new aircraft when you 

can buy S/N 234 for $2,295,000? Visit our  

website at www.caijets.com to view specs  

and pictures.

J.P. Hanley, Corporate AirSearch Int’l  

954-491-0225 or email jp@caijets.com

M•MOPA Classifieds

mailto:jp@caijets.com
http://www.fly-in.com
 http://www.zepublishing.com 
mailto:jp@caijets.com
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 Michael Atkinson
 N100SK
 Willis, TX

Michael is an Attorney.  He has a Malibu and 
has over 950 hours.  He holds a Private license 
with SEL MEL and Instrument ratings.

 Bryant Gaines
 N529PM
 Fort Worth, TX
Bryant has a Meridian.  He has over 2100 hours 
and hold SEL and Instrument Ratings.

 Jack Wilkes
 Slocomb, AL
Jack has a Commercial license and holds ASEL, 
MEL, and Instrument ratings.  He has over 6200 
hours.

 Ned Greenop
 Ada, MI
No information available.

 Adam Ratner
 San Antonio, TX
Adam has over 1100 hours and holds a 
Commercial license with SEL MEL and 
Instrument ratings.  He currently has a 
Bonanza but is thinking of moving to a 
Malibu.

 Steven Mize
 N955SH
 Plano, TX
Steven has a Mirage.  He holds SEL and 
Instrument ratings.  He has over 270 hours.  
He is a contractor and his business is 
Coronado Stucco.

 Mike Calneggia
 VH-TAL
 South Perth, Australia
Mike is a winegrower in Australia.  He has a 
Malibu and has over 1700 hours, holding the 
following ratings: PPL NVR SEACO Retract Press 
PPL (H).

 Alan Barron
 N4181L
 Aledo, TX
Alan has a Mirage.  He has over 500 hours and 
holds a Private license with a SEL rating.  His 
company is Central America Consultants.

CONTINUED FROM PAGE 61 
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Training Update ... 

Aero-Tech Recurrent Training 
Lexington, Kentucky 
1-800-923-7762

Aircraft Training Services, LLC. 
Shawnee, Kansas 
(913) 441-7820

Initial & Refresher Courses

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

Initial & Refresher by Appointment

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

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

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

Helpline ...

620-728-8634

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

Initial & Recurrent Training

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

Initial & Recurrent Training

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

Initial & Refresher Training with 
John Mariani at any location

Events Calendar ... 

15th Annual Convention
September 14-18, 2005
Groton, CT

DATE LOCATION AIRPORT FBO HOST

Feb.18-20, 2005 Palm Springs, CA Palm Springs Int’l Signature Signature Flight

  Airport (PSP) Flt. Support Support

Apr.15-17, 2005 Rock Hill, SC Rock Hill/York County SkyTech, Inc. SkyTech, Inc.

  Bryant Field Airport (UZA)

May13-15, 2005 Denver (Englewood) CO Centennial Airport (APA) Denver Jet Ctr. Aviation Sales

Aug. 19-21, 2005 Coeur d’Alene, ID Coeur d’Alene Air Resort Aviation Jet Prop/Rocket

  Terminal A/P (COE) Services, Inc. Engineering

Oct. 7-9, 2005 Olathe (Kansas Johnson Co. Executive Kansas City Kansas City

 City, KS) Airport (OJC) Aviation Center, Inc. Aviation Center, Inc.

Roger Aviation Company 
Eden Prairie, Minnesota 
1-888-943-2837

Initial & Recurrent Training

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

Initial & Refresher by Appointment

MMS & TF TRAINING SEMINARS






