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by Jeff Schweitzer

Letter from the Editor

cont. page 8 

Given my propensity to create unwanted 
controversy with cover photos, I must 
explain why my airplane graces the 
cover, rather than a picture from 
the convention. The reason is bad 
timing and bad weather, and of 
course my huge ego. The picture 
was taken only three days before 
the convention, so we can imagine 
a connection if we’re desperate. 
Those of you who attended know that 
airport day was rainy. Unfortunately, 
that is the time we set to photograph 
airplanes on the ramp. Consequently, we 
did not capture that traditional cover shot. I 
was not too concerned, though, making the 
assumption that we would be able to choose 
another cover photo from among nearly 400 
pictures taken at the convention. But alas, as 
we went to production, we found that none of 
the pictures included any airplanes, although 
the photographs perfectly captured the event 
otherwise. Let me pause here and say that the 
photographers are not to blame: I asked them 
to concentrate inside to get as many “human 
interest” shots as possible. As a result, we 
became too dependent on good weather for 
plane portraits, and Mother Nature decided 
not to cooperate. Late in the publication 
game, we had to choose something on 
hand to avoid any production delays. Since I 
discuss, later in this column, my conversion to 
a JetProp, I had pictures ready to accompany 
the article. The quickest solution was to 
use one of those photos. My apologies in 
advance to any member offended or annoyed 
by my choice. I hope that everybody else 
enjoys what I consider a magnificent shot.

Convention Photos
Speaking of pictures, I would like to thank, on 
behalf of the MMOPA Board, and all MMOPA 
members, Richard Rochfort for his indefatigable 
efforts to photograph the convention. We are 
truly fortunate to have among us a professional 
photographer willing to volunteer his time 
and skills. The wonderful results are self-
evident. In addition, we all owe a great debt of 
gratitude to Robert Conrad, who spent every 
spare minute documenting the event for us 
with his ever-present camera and delightfully 
candid shots of attendees. This issue would 
not be possible without their contributions. 
If only they had thought about the cover…

Groton Goes Great
Mountains of fresh lobster spilling over huge 
steaming pots, mounds of hot fresh-baked 
bread, crisp corn-on-the-cob, garden salads 
of every kind and a cornucopia of sumptuous 
desserts greeted MMOPA members expecting 
nothing more than standard grub. That 
memorable lunch on airport day epitomizes 
the New England hospitality enjoyed by the 
hundreds of members fortunate enough to 
attend the 15th annual MMOPA convention. 
Our hosts this year pulled out all the stops. 
Columbia Aircraft Sales did a superb job at the 
airport, working planes efficiently and hosting 
guests with warmth and grace. Columbia’s 

Harry Holt and his dedicated team proved that 
a commitment to excellence can still make a 
difference. Mohegan Sun could not have done 
more to serve our needs. Every meal seemed 
to compete to outdo the previous, with a rich 
variety of excellent menus presented with 
impeccable service. The pre-convention and 
companion tours remain as popular as ever. 
The entire operation ran with the smooth 
efficiency of a vibration-free turbine engine.

Completing his service as president at this 
convention, Doug Leet passed the mantle, 
and a funny hat, to James Yankaskas, who 
will now serve in that capacity for two years. 

The auction, as usual, was a highlight, with 
Bill Alberts cajoling people into opening 
their wallets for the cause, using humor, wit 
and threats of various kinds to pump up 
the bidding. Not that MMOPA members like 
to imbibe, but the open bars never lacked 
for business during any of the numerous 
social gatherings. Most important of all, the 
academic program was perhaps the best 
ever, packed with informative and entertaining 
speakers addressing a wide range of topics 
related to the safe operation of our aircraft. 
The breakout sessions by aircraft type 
continue to grow in popularity, and several 
had to extend due to aggressive popular 
demand. Riots may have ensued otherwise. 

Nobody can doubt that  the MMOPA 
convention is among aviation’s best, with a 
vast amount of useful information exchanged 
between pilots. This issue is devoted to 
bringing you a full description of the 2005 
event, along with as much embarrassing 
photographic documentation that I can 
stuff between the front and back covers.

The Broadmoor in 2006
If you were unfortunate enough to miss 
Groton, I hope you mark your calendars 
now to attend next year’s convention at The 
Broadmoor in Colorado Springs on September 
14-17, 2006. That venue without question will 
be the most spectacular in our organization’s 
history. If you have stayed at the resort, you 
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Letter From the Editor
(continued)

already know; if not, you will want to enjoy the 
experience. Rugged mountains, manicured 
lawns, lakes and inspiring architecture create 
the backdrop for one of the country’s premier 
resorts, with all the service, pampering and 
style one would expect from the best of the 
best. In addition, the resort’s central location 
deprives anyone the excuse of having to travel 
too far. If you only go to one convention in your 
flying career, this would be the one to attend.

Warp Speed
Across cultures, and across centuries, new 
parents have always been convinced of several 
annoying falsehoods. First, that their child is 
one of the most beautiful ever born, and shows 
early signs of deep intelligence. Second, that 
they are the first couple ever to reproduce, 
so that the idea of having a child is unique 
and interesting. Third, that no subject could 
possibly be more interesting than how many 
times Junior burped up last night. Fourth, and 
finally, that people paying money to spend 
a quiet evening in an expensive restaurant 
secretly hope for that treasured tranquility 
to be punctuated by piercing screams loud 
enough to give Ted Nugent an ear ache. 

Some parents have some hint, buried deeply, 
that their child might not be as interesting to 
us as she is to them. So they apologetically 
begin a sentence with, “Now I know all 
parents think their child is smart…” ending 
with a breathless conclusion about how 
brilliant Tiffany really is at such a tender age.

I try to avoid that type of self-centered 
perspective on the universe. On the other 
hand, while I know that others before me 
have done the JetProp conversion, no subject 
could be more worthy of attention or of greater 
interest to humanity than my conversion. 
Mine is obviously the most beautiful, and I 
think you would agree that my idea to put 
a turbine on my airplane is pretty unique. 
Also, admit it; you are dying to know my oil 
and fuel consumption. Finally, nobody likes 
a quiet FBO, so upon my arrival I spool up 
the RPMs, just to give everybody a thrill.

So yeah, I am going to talk about my JetProp 
conversion. Now, I know that every new 
JetProp owner thinks his airplane is special, 
but…no really, the airplane is awesome. 
Before I delve further into self-absorption, 
though, let me say again that in no way do 
I endorse a JetProp over a Meridian or a 
Maxima conversion. Coming from a piston, 
any turbine version of a PA-46 is a beautiful 
thing to behold. The JetProp is just what 
happened to work in my circumstances. I 
love the Meridian and would have purchased 
one if my finances allowed. But I must say 
that I could not be happier with my JetProp: 
I am in aviation heaven. Furthermore, piston 
drivers need not fear that the magazine will 
shift gears in any way (pistons, gears… oh 
the genius); I believe that the publication has 
achieved a good balance in satisfying piston 
and turbine interests, and I have no intention of 
upsetting that cart. I have attained that perfect 

balance of annoying everybody equally.

Beginning of the End
The end of my piston career unfolded on an 
uneventful trip from Austin, Texas to Spokane, 
Washington, where I landed at Felts Field. As 
a good omen, I had no engine trouble. The 
weather even cooperated, perhaps heralding 
the beginning of a new era. Shortly after my 
arrival, I took up the plane for one last ride 
with Lyn Amestoy of JetProp to mark down 
any squawks, of which we found none. That 
clean bill of health is testimony to Kevin Mead’s 
prowess in keeping my airplane running. We 
landed, rolled up to the hangar, and shut down 
the piston engine for the last time. As a final 
symbol of moving on, technicians came and 
drained the tanks of any remaining 100LL.  

Flight Safety International
I endured the indignities of a commercial 
flight home, while the JetProp team began the 
conversion, scheduled to be completed in just 
over two months. A few weeks after returning 
to Austin, I flew cattle-car to Tampa, Florida 
for my training at Flight Safety International, 
which is included in the cost of the conversion. 
That was my first introduction to simulator 
training, and I was in for a surprise. Mr. Toad’s 
Wild Ride is the most polite description I can 
give of my first session in the simulator. Less 
polite utterances were issuing forth from my 
mouth as I was struggling futilely to control 
the plane. Red with embarrassment, I buried 
my pride and kept on going. By the end of the 
day, my flying was by no means pretty, but I 
had some semblance of control, if we give 
idea of “semblance” a liberal interpretation.

I was matched with Graham, another Malibu 
pilot training for the JetProp. Each morning we 
took ground school together, had a brief lunch, 
and then went into the simulator. I flew first 
while Graham sat right seat; when I was done 
we switched positions.  Each of us flew for two 
hours each day, maintaining that same rotation 
schedule. Much of the initial simulator training, 
and every morning thereafter, focused on 
engine starts, with an emphasis on preventing 
the dreaded hot start. Once we were powered 
up, we did what you would expect: steep turns, 
stalls, landings, holds, non-precision and 
precision instrument approaches, arcs, and 
cross country navigation. We then added into 
the mix an unending string of emergencies, 
including fires, engine failures with multiple 
engine-out landings, engine restarts in the air, 
electrical failures, gear failures, pressurization 
failures, and instrument failures with lots 
of partial panel flying. Often two or more 
emergencies would simultaneously erupt, 
but in a way that realistically simulated 
what is possible. While not a full motion 
simulator, the scenarios were realistic 
enough to make me break out in real sweat.

One evening, our instructor snuck us into 
the full-motion King Air 200 simulator, in 
which Graham and I each flew a short night 
cross country. With no need to suspend 
disbelief, those machines are the same as 

flying the real deal.  You become absolutely 
convinced you are flying an airplane.

The week ended with a written test and a 
high-altitude endorsement allowing us to 
fly at FL270. Within 5 days our training took 
us from never having touched a turboprop 
to being at least marginally competent to 
fly one. The new panel transformed itself 
from being alien and daunting to familiar 
and comfortable. The next stage would be 
to complete our training in our own aircraft, 
which is what I did at JetProp’s corporate 
headquarters at Spokane’s Felts Field.

Training at JetProp
For reasons peculiar to my personal financial 
circumstances, I had the plane delivered to 
me in Missoula, Montana. Not five minutes 
after I laid eyes on the converted airplane 
for the first time, Darwin Conrad said, “let’s 
go flying!” Off we went, putting my simulator 
training to an immediate test. Arriving 
in Spokane after the short flight, I was 
greeted warmly by the entire staff at JetProp. 

The initial thrill of hearing that subtle whine 
of my own turbine engine spooling up was 
equivalent to the sensation I had when I 
broke through a thick cloud deck into bright 
sunlight on my first solo IFR flight: a “first-time” 
experience to be forever treasured. Compared 
to my piston, the performance of the turboprop 
version can only be considered astonishing. 
On my first flight to maximum altitude later in 
the week, I reached FL270 in 18 minutes on a 
hot day, without even pushing the envelope. 
For long-range cruise, I fly at 245 knots, sipping 
only 28 gallons per hour. That latter number 
is truly amazing considering I was burning 
23 gallons per hour at altitude in the piston.

After the first joy ride, we got down to the 
serious business of training. The program 
consists of extensive hands-on ground 
school with a comprehensive flight schedule. 
The flights serve two important purposes: to 
train the pilot and to expose any lingering 
squawks. The technicians at JetProp are 
all over any squawks as soon as you touch 
down. Every person there is dedicated to 
the task of delivering a truly squawk-free 
airplane, and they take great pride in doing so.

To satisfy my insurance requirement, I needed 
to rack up 15 hours at JetProp, and Darwin 
Conrad said without hesitation that he would 
fly with me until we hit that mark. Each training 
pilot flies with three different instructors, who 
then compare notes to see if the trainee 
has any obvious weak points that need 
addressing. With the three instructors, we 
duplicated in the airplane virtually everything 
we did in the simulator, with the exception of 
fires and off-field landings. We certainly landed 
on some short narrow strips. We even shut 
down the engine, feathered the prop, and 
went gliding for awhile. Fortunately, the engine 
restarts easily in the air. One day, after 5 hours 

cont. page 26 



Winter 2005 9 M•MOPA



Winter 2005 10 M•MOPA



Winter 2005 11 M•MOPA



Winter 2005 12 M•MOPA

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

Aviation News

I am pleased to return to my former job 
as the author of this column for MMOPA. 
I wrote the president’s column for the last 
two years. During that time, Jim Yankaskas 
kindly filled my place here so I would not 
have to write two columns simultaneously. 
With Jim now sitting as president, and 
writing the Note From the President, I can 
now go back to the news column. In fact, 
I have lots of news, both good and bad.
   

Good News
First, the good news: Piper has sent out a 
Service Spares Letter No. 421 addressing a 
new locking fuel cap. Folks, Piper has bent over 
backwards for you on this one, and their efforts 
on your behalf should be applauded. Piper has 
made available a single locking “vented” gas 
cap for the astoundingly low price of $209.11. 
Remember, we used to be able to only buy a 
“set of two” gas caps for approximately $1400. 
You can now buy one or even a pair of the new 
and improved model at a reasonable price. 
Kudos go out to the staff at Piper, including 
Susie Stringfellow, Lisa Giessert, and Suzon 
Franke, who helped make this happen.
   

Other Good News
At our convention in Groton, the annual 
President’s award was presented to John 
Mariani for his great wife, er, no, I mean, his 
great contribution to MMOPA. John has been 
involved with the PA-46 from the start as an 
engineer, and has for more than 20 years 
been tireless in his efforts to teach us how to 
fly the machine. His lectures are some of the 
best presented at our conventions, and at the 
MMS&TF. If you have ever attended a pre-flight 
done by John, you will know what I mean. Two 
hours later, you are still on the front cowling. 
His lecture in Groton on the King autopilot was 
the best I have ever heard on the subject. We 
discussed making some DVDs of these classic 
lectures to distribute to the membership. 
What do y’all think about this suggestion? 
   

Bad News 
June 2, 2005
Pacific Gas & Electric reported a significant 
crack in a right wing spar lower cap on routine 
inspection after loose rivets were found. As 
discussed elsewhere in this issue, the aircraft 
had been used to inspect power lines at low 
altitude. With this profile, the airplane would 
be exposed to much more turbulence than 
an aircraft flown higher. We discussed this 
finding at our meeting, and its significance, 
if any. Mary Bryant reported that a “sister” 
ship did not have any similar cracking. I am 
sure this is of some concern for those of you 
who fly consistently below 1000 feet. The 
rest of us hope the powers that be do not 
overreact and mandate some recurring AD. 

Other Bad News
July 1, 2005 
A PA46-500TP (N804JH) was involved in a 
“loss of control on landing” at Canon City, 

CO. During the second attempt to land, the 
airplane encountered turbulence and the pilot 
lost control, departing the runway to the right. 
Both landing gear collapsed and the right 
wing separated from the forward wing spar. 
The pressure vessel on the left side of the 
fuselage was wrinkled. There were no injuries.

July 4, 2005 
A PA46-310P was involved in a fatal accident 
near Grand Rapids, MN. A witness on the 
ground reported a misfire and “popping” 
noise when the aircraft was at approximately 
300 - 400 feet. The aircraft reportedly turned 
right then left then straight down. The aircraft 
crashed only two or three seconds later. The 
description from an eye-witness and evidence 
on the ground are classic for a departure stall.

September 12, 2005
A PA46-500TP was departing from Rangeley, 
ME, on climb out, when the aircraft “sort 
of snapped with significant yaw” into a 60-
degree right bank. The pilot recovered after 
overpowering the autopilot and going through 
two 360-degree turns and losing 1000 feet. The 
plane continued to a successful landing. On 
post-flight inspection, multiple wrinkles were 
found on both wing upper surfaces extending 
from the wing roots outboard. Weather was 
reported to be VMC with winds 300 degrees 
at 9 knots, gusting to 16 knots, visibility 
7 miles and overcast skies at 3,400 feet.

September 17, 2005
A PA46-310P was involved in a fatal accident 
in Houston, TX. Night VMC prevailed and the 
plane was cleared to fly south for three miles 
before turning west to stay out of Hobby 
airport’s airspace. An observer reported the 
plane climbing to 300 - 400 feet and the 
engine “sputtering.” The engine noise ceased 
a few seconds later and the plane began an 
immediate left turn and a sharp descent to the 
ground. The aircraft impacted the ground in 
an approximate 75 degree nose-down attitude 
and burst into flames. The female corporate 
pilot was killed along with one passenger.

Summary
In the last three months there were 2 fatal 
departure stall accidents. Jim and I presented 
a lecture showing that any successful return 
to the airport was highly unlikely at an altitude 
of less than 800 feet. An engine failure would 
be much more survivable if the pilot would 
peg the best glide speed at 90 knots and go 
straight forward to land in a field or parking 
lot; almost anything is better than a departure 
stall. Such stalls are almost always fatal. If 
visibility is limited and you are going to hit 
something, pull back to 70 knots just before 
impact. Remember, your kinetic energy is 
the square of your speed. Twice the speed 
means four times the energy. More speed 
means more energy to dissipate, and that 
usually results in greater injuries and a greater 
chance for fatalities. Do not stall your airplane.
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by Robert Conrad

Views from a JetProp
Turning Up The Heat

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

With winter upon us, passengers and pilots 
alike are all looking for better ways to get 
more heat into the cabin of the notoriously 
cold PA-46. JetProp recently announced the 
installation of a new ceramic heater placed 
under the middle seat, next to the stairwell, a 
well-known cold spot in our airplanes. JetProp 
claims that the 500-watt heater makes the 
entire cabin comfi-cozy in the heart of winter. 
Our editor has the new unit, and verifies that 
the heater so far works as advertised. This 
sounds like a great addition, one that should 
finally cut down the mountain of blankets 
cluttering the cabin. The new addition should 
also keep passengers from whining behind 
your back, at least about temperature.

Homegrown Solution
I brought my JetProp home one November, 
before new heating was introduced to the 
conversion, and nearly froze to death. I knew 
that this polar environment was not created by 
design, so I started looking for ways to crank 
up the heat. I quickly discovered that the big 
butterfly valve located on the firewall was letting 
in large amounts of outside air. The valve was 
not seating when the HEAT lever was pulled 
all the way out. I also learned that even the 
slightest leakage of cold air into the system has 
a big impact on the air temperature coming 
out of the heater. Remember, the outside 
air temperature is typically –30 0C or colder 
at the upper flight levels in the wintertime.

To repair the seal, I took a marker and 
highlighted the areas on the rubber butterfly 
gasket that touched against the sidewall of 
the tube. I then removed the butterfly. Using 

a grinder I trimmed off the excess material, 
going about half the distance marked. After 
about 7 tries the fit was nearly perfect. You 
also want to check the louvers located right 
underneath the butterfly to be sure they close 
tightly when the butterfly is closed. I found 
the linkage to be loose. Be sure the HEAT 
lever works easily after adjusting the linkage. 

Ice Not Nice
Another persistent problem is icing on the 
side windows. Since the windows have no 
insulation, condensation freezes and reduces 
side visibility to zero. Newer conversions have 
an auxiliary blower and fan, with additional 
vents that can be aimed at the windows, 
essentially eliminating this problem. But with 
my conversion, with nearly every leg flown at 
FL260 or FL270, the problem becomes acute. 
Diverting air from the air conditioner blower fan 
onto the windows works amazingly well. The 
material needed to build a diverter is simply 
a 1” PVC 45-degree pipe and some 1” hose. 
One end of the hose fits into the air outlet. 
Slots are cut in the hose to help it go in deeper 
and seat better. The hose can be pushed 
into the 45-degree elbows by putting both 
under a hot water spigot during assembly. 

Other Heat Source
Another source of heat is our body. Preserve 
the heat by carrying gloves, scarves and 
blankets for when all else fails. Camping stores 
offer various articles of clothing that are both 
warm and light. Depending on where you 
fly, a winter survival kit can provide an extra 
layer of protection in the event you go down. 
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Solar blankets are small, light and effective in 
the event you need to survive extended cold.

Winter is a great time of year for flying. You can 
enjoy clear air and great performance. Heck, 
flying south can even improve your disposition.  
You might as well get there in comfort.
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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 

Musing from Oshkosh

EAA Oshkosh is always a treat. Unfortunately 
this year there were several fatalities and 
injuries. This event, however, is where one 
really appreciates the Zeitgeist of aviation, 
from general to experimental to space. 
Space Ship One made an appearance, 
and was an incredible sight to behold. 

The Ultimate Malibu
But let’s go back to a subject closer to home. 
Rumors are circulating that Piper is going 
to put a Continental back in the PA-46. I 
personally saw Chuck Suma wandering around 
the Continental tent at Oshkosh, perhaps 
providing some evidence that Continental 
and Piper have buried the hatchet. Also at 
the Continental display was Chad Meene with 
the FADEC controlled TSIO-550 Malibu. Icing 
on the cake would be an announcement that 
Piper is finally going to make the Ultimate 
Malibu: that is, take out two seats that almost 
nobody ever uses and make the Malibu/
Mirage go about 40 to 50 knots faster on the 
same power. With today’s advanced avionics 
and engine monitoring capabilities this 
would be a phenomenal aircraft. Imagine a 
Malibu with four seats, burning 14 gals/hour 
LOP and cruising at 240 knots, still boasting 
all the other features that have made this 
airplane the king of the single-engine piston 
fleet. Piper can bring to bear on this Ultimate 
Malibu its experience with Meridian interiors, 
newer glass panels, and general systems 
improvements to make this a beautiful as well 
as a truly functional and efficient airplane. Jim 
Griswold would be proud, for after all this was 
his original desire. I must admit, I have heard 
that in the development process of the original 
Malibu, the general opinion was that the four 
seat version was quite “ugly”; but then so 
was the VW, and look at that success story. 

Piper really does need to make the Ultimate 
Malibu. They have the talent, and they have 
the experience. With all of the new equipment 
and systems now available, there could be no 
better time. Also, now that the Legend Cub and 
Cub Crafters have reintroduced that classic 
airplane (see below), Piper could consider 
doing what VW did recently: reintroduce an 
“original” all over again. There is another 
important consideration: if Piper returns to 
the Continental engine for the PA-46 or for 
the Ultimate Malibu, they should work closely 
with Continental to provide a comprehensive 
monitoring program as a part of the purchase 
of the aircraft. That would implement Jim 
Griswold’s theory that “if gasoline aircraft 
engines were flown the way jet engines are, if 
the accessories were of the same high quality 
as they are on most of the turbine engines 
and if trend monitoring was performed in like 

manner, then the reliability of the gas engine 
would approach that of the turbine.” All of this 
is doable. Even Continental was considering 
recently a program of “Power by the Hour” for 
flight schools. This would entail routine flying, 
scheduled maintenance and trend monitoring. 
Could we as MMOPA push for this type of 
service? To some extent, some of us basically 
have this.  But it is cumbersome, and we do 
not have as individuals the database to tease 
out the significance of trends in oil analysis 
and other parameters downloadable from the 
engine analyzers that could be included in such 
a program. What could be a better way to use 
current technology than to develop this type of 
program by the manufacturers of the planes 
and the engines? Basically, Piper and the 
other aircraft manufacturers need to develop 
systems between Lycoming and Continental 
similar to the current situation between 
Pratt & Whitney and the manufacturers.

The New Cub
Now let’s move to the issue of other new 
airplanes. The J-3 Cub is truly the granddaddy 
of general aviation, and this venerable aircraft 
still enjoys a phenomenal following. So much 
so that under new certification rules two 
companies have jumped in to fill the void left by 
Piper. Tim Elliot, a previous Malibu owner and 
member of MMOPA, started a company with 
another gentleman from Sulfur Springs, Texas, 
to produce the Legend Cub.  Looking much like 
a J-3, the new bird has a full electrical system, 
gas in the wings, and modern instrumentation. 
As one would expect, the plane is flown solo 
from the front seat, which is two to three 
inches wider than the original. The J-3 was 
always a bit tight except for the ideal-sized 170 
pounder or less. The plane is powered by a 
100 HP Continental engine. The Legend Cub, 
which is now certified and in production in 
Sulfur Springs, can be had for about $75,000. 
A competitive company, Cub Crafters from 
Yakima, Washington, is also in this market with 
a somewhat similar-appearing product. That 
gang is famous for redoes of old Super Cubs. 

Magic of the Market
The aviation market is truly changing, and 
the free market is working its magic. A few 
years back I commented on the quality of 
JetProp and its market appeal. Recently, one 
of JetProp’s customers wanted a brand new 
airplane with a modern panel, but he also 
wanted a JetProp. So he bought a brand new 
2005 Mirage and flew directly from Vero Beach 
to Spokane, where his plane is now undergoing 
a Lycomectomy and Pratt transplant. My only 
comment: too bad the new plane does not have 
the Meridian interior, a definite improvement 
over the Mirage. The Meridian would have 
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been a great choice, but it is nice to witness 
up close the dynamics of this market place. 

Safety Foundation
The Safety Foundation has enjoyed a great 
year. Stay tuned for more. I did my annual 
training this year with Tom Deutsch. I picked 
him up in Olathe, Kansas, and we did a LOFT 
program to Oshkosh and back. In between 
we did the “camping thing” and talked at 
length about training programs. Joe and 
Suzette Brumleve were camped about three 
planes down from us, and over a few glasses 
of excellent wine, provided by Joe and 
Suzette, we discussed at length the subject 
of training and the Malibu Mirage Training and 
Safety Foundation (MMT&SF). Where is the 
MMT&SF going? This is a subject that we will 
continue to explore in our efforts to provide 
the memberships with the most responsible 
training options and enhancements available. 
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Pondering a VLJ?
by Mike Haenggi

Pilatus Points

Mike Haenggi

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.

Let’s say you’re in the market for a new 
airplane. How does a sexy new jet sound? 
Fly a twin turbofan, go real fast at 41,000 feet, 
and impress all your friends? With the spate 
of new very light jets (VLJs) coming to market 
priced between $1 - 3 million, the cost to rub 
elbows with other well-heeled members of 
the private jet club is now lower than ever.

No doubt you’ve heard all the hoopla. The 
Cessna Mustang, Eclipse EA500, Adam A700, 
and the Embraer VLJ are just a few of the 
new contenders aiming to bring private jet 
travel to the masses. And what’s not to like? 
Adam ads claim the A700 delivers jet power 
for prop price. Eclipse ads show cartoons of 
angry mobs chopping the propellers off their 
competition with a giant guillotine. They leave 
no doubt that a new jet era is about to begin.

As someone who works in the industry, 
and for a turboprop manufacturer no less, 
you may be surprised to learn that almost 
everyone I know is excited about VLJs. 
The new jet buzz has caught the attention 
of the mainstream media, including the 
Wall Street Journal, The New York Times, 
Forbes and Fortune magazines. All are all 
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covering the developing market. Stories 
extolling the wonders of private air travel are 
great for the entire general aviation industry. 

One for You?
Is a VLJ right for you? That depends. Their 
presence in the marketplace does not change 
the fact that an airplane must be appropriate 
to the mission. Forget the emotional appeal 
of a cool new jet, at least for a moment, 
and take a good hard look at the number 
of passengers you need to carry, how far 
they need to go, what they’ll bring, and 
what type of airports you will be visiting. 

For example, one owner pilot, let’s call him 
Burt, might have a regular need to fly himself 
and his business partner on overnight trips 
from St. Louis to Chicago, and sometimes 
St. Louis to Dallas. When flying for fun, 
Burt likes to take his wife and daughter 
to their condo in Pensacola for weeklong 
stays. So Burt is flying a passenger with 
overnight bags on business trips of 300-
500 miles, and two passengers with full 
suitcases on vacation trips of 600 miles. 
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Another owner pilot, let’s call her Jenna, 
has different needs. Jenna is into real estate 
development, and flies teams of investors 
all around the country from her base in 
Minneapolis to look at potential properties. 
Four passengers for two-day trips is the norm. 
Occasionally she may take them into high 
altitude airports like Aspen. On the weekends, 
she likes to take her three girlfriends on golf 
outings, where they might hit Pebble Beach or 
Hilton Head. Of course, each of the foursome 
will bring their luggage and golf clubs. Jenna 
needs the capability to take four passengers 
and heavy bags at least 1,400 miles.

Someone like Burt could probably use a VLJ 
quite nicely, assuming his missions never 
went beyond those described. Jenna, on the 
other hand, would be better suited with a large 
turboprop, or a midsize business jet if she could 
afford one and did not mind hiring a copilot. 

Some of Each, Please
If you are like most owner-pilots, you 
probably have a combination of Burt and 
Jenna in you. An ideal aircraft would have 
the capability to handle all these missions 

without having to make any sacrifices. 
Generally speaking, the VLJ typically has a 
speed advantage but will be challenged when 
payloads and ranges go up. A big turboprop 
usually sacrifices speed to the VLJ, but 
often has more well-rounded performance.

So let’s say you are not demanding in 
terms of range and payload, and VLJ 
performance meets your needs. There 
are  s t i l l  o ther  fac tors  to  cons ider.

Faster, Higher, Get Ready
Most of us recognize that VLJs are designed 
to operate at higher speeds and altitudes 
than their propeller-driven counterparts. 
Going 350-plus knots at FL410 means things 
are happening quickly, which can diminish 
your safety margin if something goes wrong. 

For example, if you suffer a rapid cabin 
depressurization at FL410, your time of useful 
consciousness is only 12-15 seconds. That is 
why FAR 91.211 states you must wear a mask 
that feeds oxygen all the time if flying single 
pilot above FL350, or one that automatically 
starts when cabin pressure exceeds 14,000 

feet. (Unfortunately the FARs do not tell 
you how to explain to your passengers 
why they are flying with Darth Vader.)

The high altitude environment is further 
complicated by the tighter separation 
tolerances required in RVSM airspace, 
and by the fact that most of the airliners 
up there will be traveling 150-200 knots 
faster than the typical VLJ. Separation and 
performance issues probably will not be 
an issue in the wide-open spaces of the 
West, but if you fly much in the congested 
Northeast, spacing will likely come into play. 

Of course, these issues are surmountable. Just 
remember you really need to be on your game. 

Training and Insurance
Being savvy aviators, we can all probably be 
trained to handle a jet. All that is required is 
an increased dedication to training. The VLJ 
manufacturers are gearing up to provide 
comprehensive courses, and insurance 
companies have committed to insuring 
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new VLJ owners. How much experience 
you will need and the amount of initial and 
recurrent training that will be required to get a 
competitive rate are yet to be seen. However, 
a safe bet is that any new VLJ buyer that plans 
to fly the aircraft should prepare to allocate 
more time and resources to training than they 
ever have before. The new crop of VLJ pilots is 
going to be scrutinized carefully by everyone.

A Jet Future?
The new VLJs coming to market aim to be 
competitive in price, size, and performance 
compared to existing smaller, complex 
propeller-driven aircraft. If the VLJ performance 
estimates prove true, the Baron, Meridian, 
C90B, and the TBM700 makers, for example, 
may have to refocus their value propositions 
to effectively compete with the new jets. 

The PC-12, at nearly twice the size of some 
VLJs, is more difficult to compare. Greater 
capacity, range, and payload really put the PC-
12 in a different class than what we expect to 
see in the VLJs. A potential owner is not really 
likely to be deciding between a Pilatus and a 
small jet. In fact, we have a number of PC-12 
customers who have VLJs on order who plan to 
keep their PC-12s. This is somewhat like having 
both an Escalade and a Ferrari in your garage.

Whether the VLJ arrival spells the end for high 
performance props is open for debate. Some 
VLJ manufacturers tout the fact that their order 
books are filled with requests for more than 
1,000 aircraft. To put that in perspective, one 
such order book is roughly 10 times the typical 
annual sales of all similar sized propeller driven 
aircraft combined. The vast majority of these 
new VLJs are slated for the air taxi market. 
But there is great controversy in the aviation 
community whether that market will ever 
materialize, so we will just have to wait and see.

One thing is for sure: many VLJs will be sold 
to owner-pilots. If you are the type that is 
susceptible to jet fever, make sure whatever 
you pick will accomplish your missions. 
The novelty of owning a jet will wear off 
quickly if you have to start all your flights 
by explaining the pending inconveniences.

N o  m a t t e r  w h a t  n e w  m o d e l  y o u 
choose, whether a VLJ, a big executive 
turboprop, or a high performance piston, 
make sure you take a moment to sit 
back and enjoy that new airplane smell.
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of flying, we took a short break and went up at 
night to shoot some approaches. In the end I 
racked up 7.4 hours that day, and I was tired to 
the bone. On the other hand, I was becoming 
thoroughly comfortable with the new plane to 
the degree that flights no longer felt like training 
sessions but simply fun opportunities to fly. 

At some point I reached a level of training that 
satisfied Darwin and his other CFIs that I was 
competent to fly the plane, but I was still shy 
of the 15 hours. So Darwin and I went on a 
long cross country, touring Glacier National 
Park and other spectacular highlights of the 
northwest, flying over rugged mountains I 
would have hesitated to cross in a piston.  

The ground school was a perfect complement 
to the training at Flight Safety. With a hangar 
full of conversions at different stages of 
completion, we had an opportunity between 
flights to review all of the aircraft’s systems 
exposed but in place. An expert in each area 
walked us through each system in clear detail. 
In just a short time I began to feel I knew this 
airplane and the new PT6A-21 as well as the 
old piston version. I was ready to be set free.

The folks at JetProp made me feel at home 
during my entire stay. Every effort was 
made to accommodate me, and the entire 
staff worked diligently to make sure the 
aircraft was delivered in perfect condition. 
The staff is warm, friendly, professional 
and dedicated to excellence. My wonderful 
experience there was capped by a celebratory 
dinner following my last training flight. 

Solo Turbine
While optimistic that I had turned the corner 
with weather luck, reality seemed to take a 
different course. Sitting between Spokane 
and Austin, Texas, was a solid line of nasty 
thunderstorms reaching from southern Arizona 
to the Canadian border. Fighting 70 knots 
headwinds on my inaugural solo flight, I flew 
almost the entire length of the country looking 
futilely for an opening east. Finally, I threw 
in the towel and landed at North Las Vegas, 
where I had the privilege of touching down in 
a 25 knot cross wind blowing 90 degrees to 
the field. The preferred runway was closed just 
before my arrival because a Cessna 182 veered 
into the grass, unable to correct sufficiently for 
the winds. The following morning I shoved off 
for Texas, but with the joy of having a 10 knot 
headwind while going east. Oh well. Finally, to 
top off my initial flight home, my dear friend 
Cumulonimbus decided to visit my home field 
at Austin. Picking my way through the mess, I 
was eventually able to land as a big cell finally 
moved off the airport. The weather did not 
seem to understand that I was flying a brand 
new turbine, and that I was due a bit more 
respect. Nevertheless, in spite of the less-than-
perfect inaugural flight, there is nothing like 
looking over the cowling and seeing a turbine 
engine out front, no matter if I still have to land 
to wait out ugly weather. I could not be happier 
with my airplane. But enough about me.

1. Interior

2. Panel Work

3. Engine Coming Off

4. Pistons Gone
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9. New Enviro

10. Back Bulkhead

11. Interior Components

12. Electrical Work

13. Engine Progress

16. First Flight

14. Engine Work

15. Looking Good

5. Progress

6. Wiring Harness

7. Panel Progress

8. Removal Complete
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by Kevin Mead

Malibu Maintenance
Things That Wear Out

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.

In recent articles I have discussed airplane 
parts that burn, crack, and leak. This time 
I will talk about the large class of airplane 
parts known as consumables. They simply 
wear out with use. As ageing pilots, we 
can understand how things just wear 
out, but that of course is another subject. 

Landing gear parts
Your plane’s struts and wheels have many 
moving parts subject to wear, so a thorough 
landing gear inspection is needed at annual. 
The strut parts we most often replace are 
the torque link bushings. These bushings 
act as the bearing for the bolt that attaches 
the landing gear scissor to the landing 
gear strut. A worn-out bushing allows 
too much play in the wheel, failing to 
hold it straight when the gear is extended. 

The downspring that extends your nose 
gear in an emergency free-fall compresses 
over time and should be replaced at every 
annual. In addition, the two mechanisms 
that support the downspring, keeping it 
straight during extension and compression, 
also wear out. Piper SB 1087b calls for 
replacement of the original high-wear 
mechanisms with a greatly improved version 
that I have yet to see bend or wear out. 

Obviously, brake linings and discs are high 
wear items. They both have published thickness 
limits and must be replaced once too much 
material has been removed. The only way to 
preserve these items is to avoid using them. 

Tires are also high wear items, although 
how much wear is too much can be pretty 
subjective. Premature tire wear can be 
avoided by keeping tires properly inflated 
and aligned. Your POH and landing gear 
placards show recommended tire pressures. 
Uneven tire wear is a sign of misaligned tires.

Pneumatic deice boots
You can patch and recondition your boots, 
but they are subject to the harsh conditions 
of flight, eventually causing the rubber to 
wear out. Exposure to UV rays will accelerate 
this process, so keep your plane in a hangar 
whenever possible. Boots are expensive to 
replace and sometimes difficult to get, so 
preserving them makes good sense. Goodrich 

and others make products to clean and treat 
boots. Consistent treatment is probably more 
important than which product you choose. 

Prop deice brushes
Prop deice brushes act as a means to connect a 
rotating propeller to a stationary brush in order 
to transfer electricity to the rotating propeller. 
These have published allowable wear limits 
so will have to be replaced occasionally. Worn 
brushes will eventually cause prop heat failure 
or arcing, which can damage your slip rings. 
With the four bladed propellers on the JetProp 
or Meridian, worn brushes could lead to a 
situation where some blades are not heating, 
causing blade imbalance. To prolong the life 
of your brushes, keep them properly aligned 
and keep the slip ring clean. Above all, attend 
to leaking prop shaft seals promptly since 
oil is the worst enemy of brushes. When the 
time comes to replace your brushes, note 
that the individual brushes can be changed. 
Changing the entire module is not necessary. 

Beta brush blocks
These are only found on the JetProp and 
Meridian. Their function is to give feedback 
about the propeller blade position to the prop 
governor. If these are worn your prop might not 
obtain full reverse or you could have fluctuations 
in torque. There is no real way to preserve 
these, but you want to keep oil leaks away from 
brush blocks as with the prop deice brushes. 

Spark plugs and igniters
T h e s e  h a v e  w e a r  l i m i t s  t h a t  a r e 
somewhat subjective. Obviously, if plugs 
and igni ters are no longer proper ly 
performing they should be replaced. 

Magneto parts
Since magneto problems are a common 
source of on-the-road failures, I like to open 
and inspect magnetos every year. On the 
Mirage I open them every 100 hours, which 
means they may have to be opened mid-year. 
Moisture is the enemy of magneto gears, even 
though they are made of a plastic material. 
Moisture softens the gears, causing it to shed 
plastic. This material then plugs the weep 
holes, causing more damage. These gears 
can be easily replaced if they get soft. The 
points also wear or burn, and can be replaced. 
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Most of the time, this is all that is required. 
Occasionally, a distributor block needs to 
be replaced. Only very rarely is a magneto 
not economical to repair. Keeping up with 
magneto inspection and maintenance is vital 
to making sure the plane does not strand you. 

Shoulder harnesses
The crew shoulder harnesses tend to fray 
after repeated use, causing them to bind. 
Luckily they can be re-webbed for less 
than $100 by one of several companies. 

Cables
Your airplane has several different cables that 
can wear or fray. Cabin door cables on the 350P 
and 500TP, seat tracking cables, and control 
cables should all be inspected at annual. 
Cabin door and seat tracking cables need 
fairly frequent replacement, control cables 
much less often. The control cables should be 
kept at the proper tension to help reduce wear. 

Clamps
The clamps in your engine compartment 
are subject to high temperatures and 
vibration, causing them to wear over time. 
These must be inspected periodically, or 
at least at annual, to ensure that exhaust 
components do not become uncoupled. 
Periodic inspection also helps ensure that 
pieces do not become loose and rub 
together, which can damage other parts. 

Belts
Belts also operate in a hostile environment and 
wear and crack over time. Proper tensioning 
and alignment is the key to prolonging belt life. 

Starter generator brushes
If you have a JetProp or Meridian at some 
point you will have to replace the brushes 
in your starter generator. These brushes 
should be inspected every 500 hours and 
replaced if worn. If they are allowed to 
wear beyond a certain point they can 
damage the starter generator. Be sure 
the brushes are replaced by a shop that 
has the capability to run the generator, a 
process needed to break in the new brushes. 
 

Exhaust components
Exposure to intense heat as well as repeated 
heating/cooling cycles causes exhaust 
components to wear or crack. Left unattended, 
these can results in fires or other damage. 
Ensuring that all components are secure will 
keep movement to a minimum, extending life. 

Unfortunately, periodically replacing all the 
parts listed above will be an unavoidable 
component of maintaining your airplane. There 
is little you can do to preserve consumable 
parts. But prompt attention to worn parts 
can help prevent more costly damage. 
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by Gary Burdsall

Simulator Training
Flight Preparations

Gary Burdsall

Gary holds an ATP Multi 
Engine Land type ratings in 
Lear Jets, King Air 300 and 
BE 199 Aircraft, Commercial 
Rotocraft-Helicopter and 
Single Engine Lane and 
Instrument Certificates. He 
also holds Flight Instructor, 
Instrument Instructor, Multi 
Engine, Single Engine and 
Rotocraft-Helicopter. He 
has over 11,000 hours and 
is the former President/
CEO of an air carrier/air 
ambulance company. He 
has served as Director of 
Flight Operations, Chief 
Pilot, Company Check 
Airman and Aviation Safety 
Counselor. Gary has been 
in aviation for over 30 years 
working for corporate 
flight departments, 135 air 
carriers and owned his own 
business. He joined SimCom 
as Training Center Manager 
for Vero Beach in November 
of 2004.

In this issue I have the pleasure of presenting 
an article by Fred Schultz, who will take this 
opportunity to share with you some of the 
most important aspects of preparing for a 
safe flight. A thorough pre-flight can go a 
long way toward preventing any in-flight 
emergencies. Much of the advice presented 
is well-worn, but often ignored. Therein lies 
the rub: often we as pilots know what we 
should do, but through complacency or 
over-confidence, ignore our own training. 
A reminder of some basics can often be a 
good jolt to bring us back to good practices.

Air Break
Once we lift off, we cannot pull into the next 
rest stop or gas station to take a break. We are 
on an aerial island of our own, left with only 
our skills, knowledge, and piloting abilities 
to return us safely to terra firma. Articles too 
numerous to count have been written about 
how to eat, sleep and mentally prepare for 
flying, but what about the actual process 
of executing an adequate preflight? How 
do we know we have properly prepared? 

Start at the Beginning
The FAA, as always, puts the responsibility for 
preparing for flight squarely on the shoulders 
of the pilot in command. In discussing preflight 
requirements, Federal Aviation Regulations 
(FAR) 91.103 states, “Each pilot in command 
shall, before beginning a flight, become familiar 
with all available information concerning that 
flight.” One would be hard pressed to be more 
inclusive, broad or vague. Theoretically you 
would have to know how the moon affects the 
tides if that had any influence on your flight. 

Self-evaluation
So where do we start? The first step is to 
evaluate your own mental state. You need to 
assess your physical and mental readiness. 
Here we must be absolutely honest with 
ourselves. The point needs some emphasis 
because evaluating our own mental and 
physical condition is difficult. Overlooking or 
ignoring warning signs is easy and natural. 
We all want to be tough. We’ve struggled 
through a rough patch before, we can do so 
again. In sports that attitude might work fine, 
but in aviation, such an attitude can lead to 
disaster. To avoid this trap, look for common 
warning flags, which include continuing 
the preflight when you are not feeling well, 

have not had adequate rest, or feel rushed 
due to lack of focus or other distractions.

Whether Weather Will Wither
Following a satisfactory self-assessment, the 
next logical next step is to check the weather. 
Ask yourself if conditions are within your 
comfort range. Does the weather meet your 
personal minimums? These questions are 
easier to answer today with the plethora of new 
weather reporting sites now available. Whether 
going IFR on a nasty day or VFR for a burger 
on a bright Saturday morning, we need a good 
briefing. A standard list of items I routinely 
evaluate in a standard briefing include weather 
impacting departure, enroute conditions and 
arrival; Sigmets and Airmets, flight advisories, 
Pireps, Notams (FDC, Class D), known traffic 
delays, and of course Temporary Flight 
Restrictions (TFRs). If the briefer misses any 
of these, I specifically ask for the information.

Weight and Balance
To continue with our flight planning, we 
next review our weight and balance and 
performance charts. I also take this opportunity 
to familiarize myself with taxi and departure 
procedures. Check the effective dates of all 
charts for currency, and make sure you have 
access to the charts in the cockpit. Charts 
packed under suitcases in the back of the 
plane are not terribly useful. Don’t laugh: 
more than one pilot has started to set up for 
an approach only to realize too late that the 
plates are in the baggage compartment. Also 
be sure that you have current VFR charts, 
even if you are flying IFR. Those charts 
come in handy if you need to cancel IFR.

Walk-Around
Now we can go preflight our aircraft. First look 
at the aircraft from a bit of a distance to give 
an overall health check for any immediate 
issues such as leaks, especially around the 
wheels and engine compartment. Look for 
any possible damage from being parked on 
the ramp or in the hangar. Upon beginning 
the walk-around inspection, I would suggest 
having in hand a laminated copy of the FAA-
approved Piper Preflight Checklist right out of 
your Pilot Operating Handbook (POH). This will 
ensure that you are completing the preflight 
tasks completely and thoroughly. I understand 
that this suggestion is easy to dismiss, and 
the vast majority of pilots ignore the advice. 
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Nevertheless, the checklist is easy to complete, 
and ensures that you miss nothing important. 
There is no real downside to doing this.

18-inch Rule
While inspecting any particular area in or on 
the airplane, I follow a rule taught to me in the 
military: the 18-inch rule.  When you look at any 
one item, expand your attention out 18 inches 
in all directions. Use all of your senses: eyes, 
ears, nose and touch. If something does not 
look, sound, smell or feel right, have a mechanic 
take a look. If you see something unusual, do 
not ignore the anomaly: try to determine how 
it got there. Whatever caught your eye may 
not be a safety-of-flight issue, but may be 
something that needs attention at the next 
servicing. Have phone numbers of your Piper 

Approved Service Center available and use 
their support. Ask questions and be curious.

Cockpit Confidence
With a thorough preflight under your belt, you 
will feel confident that nothing was overlooked 
when you strap yourself in and start the 
engine. That is a good feeling. NASA, the 
airlines, corporate operators, and the military 
use a challenge-and-response technique to 
ensure that all checklist items are addressed. 
With single pilot operations that is not possible, 
but you can do something almost as good. 
Talk to yourself. Call out items and note 
when they are done. If talking to yourself is 
too uncomfortable, at least use the checklist, 
carefully noting down when each item has 
been satisfied. Checklists are not for sissies, 

they are what make the difference between 
a professional pilot and everybody else. 

Finally, after completing the Piper-approved 
preflight checklist, grab the POH and perform 
a final review of your weight and balance and 
performance charts for any changes. Then 
arrange your cockpit for easy access to your 
headset, flashlights, charts and checklist. 
Now you should be ready to launch and fly 
with confidence. You are also now better 
prepared to handle any emergencies that 
might arise in spite of your best efforts. 
We will talk a little more about handling 
emergencies in a future article. Stay tuned.
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In the shadows of hurricane Ophelia, 
MMOPA members gathered at Mohegan 
Sun Casino and Resort in Groton, CT, for the 
15th annual convention, undaunted by a cold 
front wreaking havoc in the heartland, and 
unimpressed by the gathering storms over 
New Jersey and New York. The sight of 90 
airplanes lined up like soldiers awaiting their 
next assignment provided an impressive 
image of MMOPA’s strength as a leading 
aviation organization. That impression 
was further enhanced by the solid turnout 
of about 320 registered participants and 
a convention hall packed with vendors. 
As history would predict, sponsors came 
forward to bring members a cornucopia 
of plenty, including inviting hot breakfast 
buffets and gourmet dinners. Evening 
meals were all lubricated liberally with open 
bars. Members did not appear shy about 
taking advantage of the liquids provided.

President Doug Leet opened the meeting with 
a warm welcome to first time participants. 
After providing an overview of the week’s 
events, he introduced convention coordinator 
Bill Alberts, who quickly took command of 
logistics. As usual, Bill laid out the schedule 
with ruthless efficiency. Before concluding, Bill 
reminded the audience that this year’s airport 
day would likely be the organization’s best 
yet, with fresh lobsters served in decadent 
abundance, all set among an impressive static 
display of diverse airplanes. Jim Yankaskas 
next reviewed the academic program, which 
this year focused on thunderstorm prediction. 
Jim reminded members that this academic 
program follows the tradition of focusing on 
a unifying theme each year, following datalink 
weather in 2004, new model airplanes in 
2003, engines and engine management 
in 2002, avionics in 2001, and cockpit 
resource management in 2000. Jim also 
emphasized that the information imparted 
through the academic programs were just 
one of several important member benefits, 
which also include subsidized pricing for 
the safety and training foundation, improved 
interactions with The New Piper Aircraft, Inc., 
and the MMOPA help line, among others.

In addition to the theme of thunderstorm 
predictions, other important program 
elements at the convention included 
expanded pre-flight instruction during airport 
day, using an uncowled Malibu, Mirage, 
JetProp and Meridian for close inspection; 
a focus on piston and turbine operations, 
an in-depth look at new GPS and WAAS 
approaches, and sessions devoted to the 
nuances of operating different autopilots.

Piper Presentation
Chuck Suma, who has been employed 
by Piper for 30 years, most recently as 
President and CEO, announced that he has 
been appointed Vice Chairman. In that new 
position he will focus on strategic planning. 
Jim Bass will be the new President and 
CEO in charge of day-to-day operations and 
will be attending next year’s convention. 
Suma thanked MMOPA members for their 
contributions to the 2004 hurricane relief 
fund. In the two hurricanes last year Piper 
lost 300,000 square feet of manufacturing 
space, as well as 700,000 square feet of 
roof. In spite of those severe losses, Suma 
reported that Piper is back to full strength, 
with the same number of employees (986) 
as before the hurricanes. Shifting to product 
development, Suma noted that recently most 
product enhancements have been focused 
on avionics, including a new glass panel on 
the PA-46 featuring three large displays. Piper 
has shifted to solid state electronics, which 
are lighter and more reliable than mechanical 
systems. In addition to improvements in 
avionics, a weeping wing for inadvertent flight 
into icing was introduced on some models. 
Not unexpectedly, virtually no advancements 
in power plants were reported. At the 
moment, diesel engines appear practical only 
for modest horsepower applications, since 
large diesel engines have a high weight-to-
horsepower ratio compared to conventional 
aviation engines. Vibration issues are still a 
problem. Piper has no plans to introduce a 
very light jet, but the company is carefully 
watching the development of that market. 

The Legacy of Powered Flight
Daryl Collins, a North Carolina native and 28 
year veteran of the National Parks Service 
(NPS), entranced the audience with his 
rousing speech on aviation history. Collins, 
a renowned aviation historian, holds the 
prestigious position of Director at the Wright 
Brothers National Memorial at Kill Devil Hills 
near Kitty Hawk. His opening introduced 
us to the wonders of flight with just a few 
short words: “When we think about it, flight 
is now second nature to us. It is hard for us 
to imagine a world without flight. This then is 
our inheritance, a legacy of greatness. This 
is what we have to preserve. Every pilot has a 
mission: be as active in aviation’s past as you 
will be in aviation’s future.” He then quoted 
Wilbur Wright’s vision about aviation, who 
when in Paris in 1908 said: “It is not really 
necessary to look too far into the future. 
We see already that it will be magnificent!”
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Collins took us through the beginning of flight, 
the thought processes, the monetary and 
personal sacrifices that were made, and the 
tenacity that the early pioneers possessed. 
These early flyers displayed “sheer genius, 
dauntless resolution and incomparable 
faith.” They learned from experience, 
by performing the same maneuvers 
over and over until they were perfected. 

In 1899 the brothers began their experiments 
with small gliders in Dayton, Ohio, but their 
home base did not offer constant winds. After 
scouring the country for an appropriate site, 
they settled on Kitty Hawk. There they flew a 
250 lb glider more than 1000 times, often in 
winds exceeding 36 knots. By 1902 they had 
mastered the art enough to be able to turn 
and fly 90 degrees to the wind. With their 
endless experimentation, the Wright brothers 
learned and taught us how to control pitch, 
roll, and yaw. Their first machine possessed 
all of the basic concepts of flight that we all 
rely on to fly our fabulous machines today.

On December 17, 1903, the world would 
discover what careful determination can 
accomplish. Orville drew the long straw and 
flew the first flight, which covered a distance 
of 120 feet in 12 seconds. The world would 
truly never be the same from that moment 
on. Wilbur then took command and flew 175 
feet in 13 seconds. Orville next flew 200 feet 
in 15 seconds. Finally, on the last flight of the 
day, Wilber covered 852 feet in 59 seconds. 
Aviation was born. Chuck Yeager would 
break the sound barrier before Orville died.

The plane that flew the brothers into history 
is lost to posterity because in the excitement 
of their success, nobody tied down the 
airplane, which was destroyed in a gust of 
wind. The remains were crated and sent 
to Dayton for storage. Two pieces of the 
original cloth from that aircraft were with Neil 
Armstrong as he stepped onto the surface of 
the moon, just 66 years after that amazing 
day on Kill Devil Hills. When Armstrong 
returned to earth, he gave one piece to 
the Wright Museum, where it now resides.  

Collins described in amusing detail how the 
two brothers interacted with the few area 
residents. As a lifelong resident of Dixie, 
Collins said the Wrights received “southern 
hospitality” in both sustenance and in help 
with their work. For example, Kitty Hawk 
resident Mrs. Tate provided the Wrights 
with her treadle-powered sewing machine 
to make the silk covering for one of the first 
glider wings. After finishing the flights the 
brothers gave the used silk to Mrs. Tate, who 
subsequently made dresses for her daughters 
from this fine material. Collins actually 
interviewed Pauline Tate Woodard, one of 
those daughters, who remembered wearing 
her silk dress, and passing it on to her daughter.

WAAS, RNAV and VNAV
Cathé Fish, a senior instructor for the AOPA 
Air Safety Foundation, and favorite leader of 
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the MMOPA companion courses, described 
the key features and new developments 
in GPS-based navigation systems. As 
expected, her presentation was fast moving, 
entertaining, and highly educational. 

GPS Accuracy 
Improved accuracy is the primary motivation 
for shifting aviation navigation to GPS and the 
Wide Area Augmentation System (WAAS).  
The GPS system has 24 satellites circling the 
earth, and three spares. Selective Availability, 
a system that enabled the Pentagon to 
degrade the signal to limit the precision of the 
system, was discontinued by the military in 
2004. WAAS further improves GPS accuracy 
by using 25 wide-area system reference 
ground stations to measure and transmit 
error correction signals through land lines, 
two master stations, and three geostationary 
satellites.  The improvements in accuracy are 
striking.  The LORAN system (due to be phased 
out in 2008) provides 500 foot accuracy 
and no instrument approaches. Precision 
Approach GPS defines a 60’ high x 90’ 
wide missed approach point (MAP) window, 
compared to a standard ILS that defines a 
15’ x 21’ window. WAAS is even better, and 
provides for a 9’ x 9’ MAP window. In contrast 
to the angular 10 degree VOR and 2.5 degree 
ILS full-scale course deviation indicator (CDI) 
readings, GPS displays linear cross-track 
errors that are 5.0 NM full-scale for enroute, 
1.0 NM full-scale for terminal, and 0.3 NM 
full-scale deflections for approach operations. 
The GPS receivers automatically transition 
between enroute and terminal sensitivities 
over about two minutes, and between terminal 
and approach sensitivities over about 2 NM. 
The navigational uses of GPS are based 
on required navigation performance (RNP) 
standards that consider the level of accuracy 
of a particular sensor or aircraft system, 
and the degree of precision with which the 
aircraft will be flown.  The U.S. standard RNP 
levels are 0.3 NM for primary route width 
from centerline to boundary for approach, 
1.0 NM for terminal areas and 2.0 NM for 
enroute. We have seen RNP designations 
on approach plates for several years. 

IFR Use 
Instrument approach charts have been 
changing to keep pace with these RNAV and 
GPS navigation improvements. As Jim Terpstra 
(Jeppesen’s Vice President for charts) told us 
at the 2000 MMOPA Convention, hundreds of 
new GPS approaches have been added, and 
many NDB approaches are being deleted.  
The designations for these approaches have 
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changed from the “GPS Rwy 14L” format to “RNAV Rwy 14L”. This 
naming system accommodates both ground-based and satellite-based 
sensors.  Some approaches are designated RNAV (GPS) or RNAV (GPS 
& WAAS) to specify the sensor types applicable to that procedure.  
These RNAV approaches use the “T” configuration with distinct initial 
approach points (IAPs) for arrivals from different directions, and 
virtually eliminate course reversing procedure turns. Approaches 
to airports with nearby mountains may use a “Y” configuration to 
accommodate local terrain. Fish noted that the approach plates 
published by NACO (National Aeronautical Charting Office, formerly 
NOS) have improved their presentation formats. These now have 
many features similar to Jeppesen charts, and are easier to update. 

WAAS and Vertical Navigation Approaches 
WAAS can provide two forms of vertical approach guidance, as well as 
non-precision approach (NPA) guidance. LPV (Localizer Precision with 
Vertical guidance) flies like an ILS, with increasing sensitivity closer to 
the runway. LPV minimums are as low as 250 feet decision height and 
½ mile visibility. GNS 480 receivers currently provide LPV capability. 
LNAV/VNAV adds vertical navigation to the standard LNAV lateral 
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guidance, and has minimums of 300 to 350 feet 
and ¾ mile visibility. The non-precision LNAV 
(lateral navigation) RNAV (GPS) approaches 
provide for a 400 - 600 foot minimum descent 
altitude (MDA) and require ½ to ¾ mile 
visibility. The FAA plans to add about 300 
LPV approaches per year. You can find the 
status of all new approaches on www.gps.
faa.gov.  This site also provides instructions 
for how to request a WAAS approach to your 
airport. Fish emphasized the importance 
of getting on the WAAS approach list early. 
 

Practical Piston Engine Operations
In this session, led by Jonathan Sisk, Jim 
Yankaskas started the session off with a case 
study of his 1371 NM flight from Albuquerque, 
NM (ABQ) to Raleigh-Durham, NC (RDU) in 
November 2001.  Jim flight planned for a non-
stop trip with a backup plan for an enroute 
refueling stop. He encountered a transponder 
failure and faced the possibility of having his 
trip interrupted if he landed and could not 
get the equipment repaired, particularly on a 
weekend. Jim needed to operate his Malibu 
at peak efficiency to make the trip non-stop 
and to arrive at his destination safely. Lean-
of-peak engine operation, power reduction to 
extend range, and some good luck with the 
winds led to a safe and satisfactory outcome.

Jonathan Sisk reviewed operating issues 
relating to the piston PA-46, both TCM 
and Lycoming versions. Sisk described 
the closed loop, turbocharged induction 
system of the PA-46 power plant. He 
reviewed fuel flow versus CHT performance 
charts to find the best operating ranges. 
Some key points he made include:

1. Proper engine operations are 
dependent on having minimal air 
leakage from this closed loop system. 
He described how to prevent and 
detect leakages.

2. Since cooling is critical, Sisk reviewed 
what owners can do to detect cooling 
issues early before they create larger 
problems. 

3. Sisk presented his “Top 9 Maintenance 
Alerts” to insure proper engine 
operations. He said to check for:
a. Baffling, routing of hoses and 
 harnesses if the engine has been 
 removed.
b. Landing gear wear
c. Worn V-band flanges, gaskets and 
 clamps
d. Induction leaks
e. Results of major structural repairs
f. Improper torque of fasteners and 
 spark plugs
g. Chaffing components
h. Old style nose gear extension 
 tubes
i. Worn out baffles and heat shields

Sisk’s main message was to find and 
resolve maintenance issues before problems 
arise. Do not bet on the old adage of 
“not fixing something until it’s broken.”

Practical Turbine Operations
Ron Cox led a discussion on practical aspects 
of operating a turbine engine, providing first 
an overview of the clear advantages of a 
turboprop over a reciprocating engine. Some 
of the obvious advantages include limited 
vibration, longer TBOs, and demonstrated 
reliability. The price one pays for these 
benefits include higher acquisition and 
maintenance costs, higher fuel consumption, 
and vulnerability to foreign object debris. The 
discussion also delved into some technical 
aspects of engine performance, including 
the definition of thermodynamic and shaft 
horsepower, and calculations of engine 
efficiency. Finally, the group discussed the 
relationship between operating temperatures 
and engine longevity. Before the session 
ended, participants also debated how wind 
speed, altitude and fuel consumption interact 
such that a change in more than 6 knots 
of headwind per 1000 feet is close to the 
threshold where changing altitudes makes 
operational sense. At that rate of change, 
the increase in fuel consumption at lower 
altitudes is offset by the increase in airspeed 
gained by moving to a lighter headwind.

Safety Review
The Safety Review by  Jim Yankaskas 
proved inva luab le .  The  take-home 
message was c lear :  in  the  PA-46 ,
proficiency saves lives. The 2004-2005 
accidents and incident review included seven 
reports, involving two Malibus, three Mirages, 
and two Meridians. As usual, pilot factors 
were involved in all fatal 2004-2005 accidents.

One unusual issue that came up in the safety 
review was a large main-spar cap crack, 
detected during an annual of a Mirage. 
Several loose rivets under the wing spar led 
to a thorough investigation. This particular 
aircraft had no prior damage or reports of 
hard landings, but had over 5,000 flight hours, 
including thousands accumulated on low-
level flights inspecting gas and electric lines. 
An audience member reported that a second 
Mirage flew similar missions for the same 
company and did not have any spar defects. 
This problem was detected through careful 
inspection and did not cause an accident. 
Evidence so far points in the direction that 
this is an isolated occurrence. As we all know, 
mechanical issues will occur in complex 
aircraft, and our machines require attention 
and care as this recent case demonstrates. 
Fortunately, no new major airframe or engine 
issues surfaced in the 2004-2005 accidents. 
 
The safety foundation is an important member 
benefit, and a critical means by which 
MMOPA can fulfill its primary mandate to 
improve knowledge and promote safety. 
Former MMOPA president David Coats and 
board member Mona Rathmel described the 
development and growth of the M/MS&TF.  
The foundation exists because studies 
have clearly demonstrated that pilot skills 
deteriorate with time. For this reason the 
airlines require proficiency training to ATP 
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(and company) standards every six months. 
The FAA requires a flight review every two 
years, and our insurance companies require 
annual recurrency training. The M/MS&TF 
offers MMOPA-subsidized ground school 
and flight training as a supplement to the 
required annual training. This includes 8 
hours of ground instruction and 2 to 4 hours 
of flight instruction by a highly-qualified 
PA-46 CFI in your airplane. A majority of 
the audience had participated in at least 
one M/MS&TF course, and all lauded their 
quality and value. See the MMOPA website 
or magazine for the 2006 dates and locations. 

We all know that the PA-46 is a complex 
aircraft that requires careful attention. While 
we work to keep our airplanes humming 
along, we must do the same for ourselves. 
All of us as pilots must strive for proficiency 
on an on-going basis. Notably absent from 
the accident death rolls are pilots who 
have attended Malibu/Mirage Safety and 
Training Foundation seminars. Yankaskas 
also observed that airframe breakups have 
decreased since the advent of the foundation. 
Therein l ies an important message. 

Owner Meetings 
Concurrent 90 minute meetings for Malibu, 
Mirage, Meridian, and JetProp owners were 
scheduled in response to requests from last 
year’s convention attendees. Experienced 
MMOPA members and owners facilitated 
the sessions, which covered model-specific 
operational and equipment topics. Several 
members noted that these sessions alone 
made the convention a required event on 
their calendar.  The meetings are restricted 
to owners only, so attendees benefit from 
a frank and open discussion among those 
pilots most experienced in a particular 
type. You will find no better source of 
knowledge and experience concentrated 
in one room than in these sessions.

Maintenance Details 
Doug Leet moderated a panel of expert pilots, 
mechanics and designers who discussed 
maintenance details for the fleet.  The piston 
engine topics included TCM  550 engine 
stamped pistons and failures, engine mounts, 
3 blade prop over-speeds, camshafts, 
windshields, EFIS failures, vacuum pumps, 
and corrosion.  The turbine engine topics 
included Meggitt/ADAHRS glass cockpit 
displays, oil pumps, batteries, oil leaks, 
fuel control unit bearings, environmental 
systems, and torque tube rust.  Several 
members suggested parallel piston and 
turbine model sessions for future years. 
The program planning team is likely to 
comply, given that the problems seen in the 
two types of engines tend not to overlap. 

Thunderstorm Predictions
Marco Bohorquez, senior meteorologist at 
the National Weather Service FAA Academy 
in Oklahoma City, who also happens to be 
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an instrument pilot and CFI, presented an 
excellent overview of thunderstorm types, 
ingredients, cell lifecycle, related hazards, 
detection, and further sources of information. 
Marco has a BS degree in aviation and 
meteorology, and spent one of his 9 years with 
NOAA investigating thunderstorm modification 
by aerial seeding to alter hailstone size. His 
presentation focused on three major areas.

Thunderstorm formation and life cycle
Three factors are required to form a 
thunderstorm, and all must be present: 
moisture, lift, and atmospheric instability. The 
moisture in question typically is that found 
in the first 10,000 ft AGL. Many conditions 
can cause lift, including a fast-moving cold 
front, upslope flows (orographic lifting from 
air moving up mountain slopes), and outflow 
boundaries from prior storms. Finally, the 
atmosphere has to be unstable enough such 
that a parcel of air, once lifted, keeps going up. 

The usual single-cell thunderstorm lifecycle 
is around 20 minutes, passing through three 
stages: towering cumulus, mature (heaviest 
rain and strongest updrafts and downdrafts), 
and dissipation (mainly downdrafts). This 
lifecycle can extend to hours when conditions 
produce a multi-cell thunderstorm, which 
is a series of connected thunderstorms 
that develop sequentially. Such multi-cell 
thunderstorms typically include storms at 
all stages of the lifecycle. An even greater 
threat is the supercell thunderstorm that 
generally has more extreme generation 
conditions and can develop tornados.

Most Dangerous Weather
Thunderstorms and icing yield the highest 
percentage of accidents resulting in fatalities. 
Marco reviewed the hazards of thunderstorms, 
which are well-known to most pilots: 
lightning, hail (inside thunderstorms and up 
to 20 miles away from the anvil), tornados, 
downbursts, gust fronts, low-level wind shear, 
turbulence, icing, low ceilings and poor 
visibility. Icing is a particular menace since 
water in a thunderstorm can remain liquid to 
temperatures as low as minus 40 degrees 
(Fahrenheit and Celsius). Encountering such 
super-cooled large droplets in an airplane 
will certainly result in rapid and severe icing, 
often with catastrophic consequences.

Lightning detection with sferic devices 
(Stormscope® or Strikefinder®) and airborne 
radar provide the best real-time information, 
but these systems have significant limitations. 
For example, radar detects the nearest 
portion of the storm, and can not penetrate 
through. A good working knowledge of 
meteorology, a thorough preflight briefing 
and in-flight updates are essential to avoiding 
hazardous conditions that lurk beyond the 
limits of our sferic and radar detectors. 

Bohorquez noted that cloud-to-cloud and cloud-
to-ground lightning are equally hazardous. 
Heat lightning, a common name for lightning 
that is detected when no thunderstorm is 
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present, is now known to be a myth. Such 
apparently vagrant lighting is associated with 
a developing or existing thunderstorm. The 
misconception about heat lightning arose 
before extensive ground- and satellite-based 
thunderstorm detectors were available.

Internet-based weather information
The NOAA Aviation Digital Data Service website 
(http://adds.aviationweather.noaa.gov) is 
currently the best source for aviation weather. 
This FAA-funded system provides extensive 
reported and forecast conditions in graphic 
displays, loops and text. Bohorquez reviewed 
the current status of National Convective 
Weather Forecast (NCWF) information. 
This system provides data about conditions 
conducive to thunderstorm generation, as well 
as alerts, warnings, reports, and forecasts. 
The system solicits user input, and has been 
improving over the years.  Some practice 
and experience are needed to use all of the 
available data, but the effort is well rewarded.

Bendix-King Autopilots
John Mariani distributed a detailed hand-
out that outlined many specific Bendix-King 
autopilot functions and procedures, which 
he reviewed in detail during his presentation. 
To function, this autopilot needs electric 
power, a vacuum source and a working KI-
256 for primary pitch and roll references. If 
either of the latter two fails, the result can be 
a dangerously slow failure of the AI. Pitch 
servos are located in rear of the airplane; the 
roll servo is under back seat, and the yaw 
damper is found in the tail cone.  Mariani 
reminded pilots to disengage the autopilot 
in icing. If you fail to heed that warning, and 
the elevator becomes locked by ice, use 
trim in opposite director to control pitch. 
Since the elevator is not moving, the trim 
tab becomes a small elevator. Mariani also 
recommended using the altitude pre-select for 
climbing/descending to specific altitudes. For 
small altitude corrections, keep the autopilot 
engaged while using the up/down rocker 
switch (one click equals 20 ft). The autopilot 
maintains the new altitude when the switch is 
released. Once the vertical speed indicator 
on the pre-select is in capture mode, do not 
change the rate or use the rocker switch. 
Doing so will wipe out the altitude hold on 
the pre-select. Mariani also reviewed the 
various ways to disengage the autopilot, 
something that becomes critical in the face 
of a runaway trim or otherwise misbehaving 
unit: press the AP button, touch the trim switch 
on the yoke, press and hold the red button 
on the yoke, or pull the AP circuit breaker.

STEC 55 Rate-based autopilot
Ron Cox led a group of 20 participants in a 
practical assessment of the Meggitt Avionics 
S-TEC System 55X autopilot. This model 
derives yaw rate from the turn coordinator 
and generates pitch and roll commands 
comparable to attitude based autopilots. 
Importantly, this autopilot is completely 
independent of the vacuum system, and 
hence immune to vacuum pump failures 
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(although vulnerable to electric failure). The 
GPS roll steering (GPSS) mode provides turn 
anticipation and smooth tracking for enroute 
and approach modes. Cox used good 
graphics and an interactive format to review 
the components and functions of the system. 
  

STEC Magic 1500 Autopilot
Richard Rochfort, photographer extraordinaire, 
provided a detailed review of autopilot 
operations using the Magic 1500 found on 
the Meridian. The early discussion focused 
more generally on the fact that pilots are 
expected to use an autopilot (or flight 
management system) during an instrument 
practical test. The message is that George is 
not a crutch, but a crucial component of safe 
flight in IMC, particularly in high-workload 
environments. AOPA concurs, stating that 
autopilots are essential to single pilot IFR 
operations. Rochfort took the remaining time 
to discuss, step-by-step, how to get the most 
out of the 1500, from programming on the 
menu page to setting up for and flying an ILS. 

Practical Data Linked Weather
Thomas Reed, Vice President of Operations at 
Anywhere Map, led an informative discussion 
on the evolution of data link weather displays. 
He reviewed the nature of different products 
that are now available, and provided a 
sample view of such weather information 
as seen in the cockpit. Weather products 
available include: NEXRAD radar, METARS/
TAFs, echo tops, IR satellite, winds aloft, 
storm cell tracking, lightning, city forecasts 
and general weather conditions.  Each 
brings to the table something different. 
NEXRAD shows where not to fly; echo tops 
show growing intensity; lightning strikes 
give advance warning, IR satellite shows 
the extent of clouds and moisture, and 
METARS and TAFs show current conditions.

In spite of the nearly miraculous quality 
of in-cockpit weather data, we need to 
understand the limitations of the system so 
that our interpretations are accurate. Using 
the data beyond the system’s limits can be 
dangerous. The weather we receive from 
data link comes from the ground to us, not 
directly from satellite sensors. The data 
link system is a static relay that shows us 
a snapshot or a short sequence of historic 
data. Even the most recently presented 
information can be five to ten minutes old, 
a critical delay when trying to monitor and 
avoid rapidly-developing cumulonimbus. 
Echo thunderstorm tops are not a picture 
from above, as commonly thought, but a 
compilation of information from multiple 
radar stations. As a consequence, you might 
find yourself flying through a cloud when the 
tops report would indicate you should be in 
the clear. In the end, data link weather is a 
wonderful tool for strategic planning, because 
you can see weather, and its trends, hundreds 
of miles ahead. But delays in presentation 
mean that on-board sferic devices and radar 
are still king when trying to avoid cells and 
bad weather within a 40 – 80 NM radius.

Advanced model sessions
Friday morning featured a look to the future in 
the form of seven advanced model seminars. 
The hour-long sessions were all repeated 
once, giving each convention participant time 
to attend two, based on popular demand from 
previous years. This year the New Piper Aircraft 
focused on advances in glass panels, while 
the manufacturers of the JetProp, TBM 700, 
PC-12, Maxima, Eclipse 500, and Adam A500 
all gave informative updates on their latest 
developments and product enhancements. 

Companions Investment Seminar
Kathleen Roehl, Vice President and Wealth 
Management Advisor with the Roehl Group, 
Merrill Lynch, shared some of her ideas about 
financial planning.  Although the session was 
geared toward women interested in learning 
more about investing, several male attendees 
benefited from her advice as well.  Kathleen 
presented a how-to workshop on achieving 
financial goals, discussing the universe of 
investing, with a primary focus on stocks 
and bonds.  Although bonds do not typically 
bring the greatest rate of return, they are 
useful in a portfolio to manage risk. Roehl 
explained that by investing in a mix of stocks 
and bonds, you can optimize risk and return.  
When the interest rate on bonds is high, and 
stocks returns are low, you have a typical 
relationship between bonds and stocks. The 
inverse is true as well. Investors have several 
choices when putting together an investment 
portfolio.  For example, a typical portfolio 
seeking both income and growth might have 
45% invested in equity and 55% invested 
in fixed income (bonds).  The percentages 
you choose depend on your goals as an 
investor.  These percentages change over 
time as your life style and goals change. 

Pilot-to-Pilot 
Mona Rathmel moderated a prestigious 
panel of experts, including Charles Hamilton, 
Ken Pritchard, John Sisk and John Mariani, 
all of whom offered answers to audience 
questions concerning a wide range of issues. 
Icing was a big topic of discussion. Prichard 
related several scary icing encounters. Sisk 
recommended an ice light for the tail, since 
that is often where ice first accumulates. 
Mariani admonished everybody to get out of 
ice as soon as possible, regardless of known-
icing capabilities. Some other advice from the 
panel: our airplanes are certified for 50 micron 
droplets, not 5000 micron raindrops that one 
can encounter in the real world. Use alternate 
air in ice, and do not go back to primary air 
until on the ground. Returning prematurely to 
primary air can release any ice built up behind 
air filter. That could cause ingestion of ice and 
failure of the turbochargers. Remember that 
light ice reported by large airplanes means 
severe ice for our thin tails. Tail ice is more 
dangerous than wing ice. Do not use any flaps 
when landing with ice or you risk stalling the 
tail. Expect ice in visible moisture anywhere 
from +5 oC to -15 oC, although you can get ice 
even at -25 oC (and even colder in convective 
conditions); turn on anti-ice equipment before 
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ice accumulates, then use de-ice with boots 
as needed. Ice is not a weight issue; the 
problem is that ice changes the shape of the 
airfoil, producing a dramatic increase in stall 
speed. Always know where freezing level is. 
Expect ice to be most severe at cloud tops.

Surviving an off-field landing was another 
topic that generated much discussion.  Panel 
members recommended that you stay with 
the plane for shelter. Staying at the landing 
site will also help rescuers find you, since the 
airplane or its wreckage will be easier to spot 
from the air. Turn on the ELT. Carry a short 
handled axe to escape from the aircraft and to 
use as a general-purpose survival tool. Keep 
a first aid kit, moon boots and blankets in the 

plane, as well as something to start a fire.

The Broadmoor
The quality of this year’s academic program 
is a preview of what to expect next year 
in Colorado Springs at the Broadmoor on 
September 14-17, 2006. Mark those dates 
on your calendar now so that you do not 
miss this event. As said before, if you attend 
only one MMOPA convention in your career 
as a PA46 pilot, this should be the one. The 
Board continues to integrate input from each 
convention to make the next even better. 
That tradition will continue in Colorado. But 
beyond the incredible educational benefits 
from attending these meetings, and the warm 
friendships that develop over the years, the 
convention at the Broadmoor will be truly 
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special. The bucolic setting in the rugged 
mountains of Colorado is only part of the 
appeal, although a compelling one. The resort 
is world-renowned for its quality of service, 
opulent luxury and gourmet food, and people 
travel from all corners of the world to enjoy the 
resort’s hospitality. I can say without hesitation 
that the Broadmoor is the most spectacular 
setting to date for any MMOPA convention. 
We have the added benefit of an easy-access 
airport (KCOS), with big runways, instrument 
approaches and a friendly, competent FBO 
to host our airplanes. Columbia Aircraft 
Sales set the bar high this year, but I am 
confident that Colorado Aviation will meet the 
challenge. I hope to see you next September.
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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, fl ying 
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 fi nally, 
as a corporate pilot, from which 
he retired in 1997, having enjoyed 
over 3,500 hours fl ying a 1984 
Malibu, and a 1989 Mirage.
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NEW MEMBERS

 Richard Stover
 N513RS
 Sheffi eld, MA

Richard has rejoined us.  He has over 1400 hours 
and owns a Malibu.  He is President of Custom 
Extrusion, Inc.

 Brion Hardin
 N41676
 Tuscaloosa, AL
Brion has a Mirage.  His a contractor, and his 
company is Brion Hardin Const. Inc.

 Doug Chappelear
 N4152E
 Elkhorn, NE

Doug has rejoined us after a year’s absence.  
Welcome back!  Doug has a Mirage and has 
over 300 hours.

 Jack Vetter
 N77400
 Omaha, NE

Wow! Two “Cornhuskers” in a row!  Jack is 
President of Vetter Health Services, Inc.  He has 
a new Meridian and has over 3000 hours. He 
holds instrument and MEL ratings.

 Jeff Witwer
 Bend, OR

Jeff has over 900 hours and holds a Private 
license with SEL and Instrument ratings.

 Gordon Euller
 N121GP
 El Prado, NM

Gordon has over 3000 hours and holds Pvt, 
Instrument, MEL, Com. And C-500 ratings

 Gerald J. Buesing
 N3096P
 Paradise Valley, AZ

Gerald is Pres. CEO – Excavation Contractor.  He 
is buying a Meridian.

 Dennis Crum
 N4421R
 Prospect, KY
Dennis has a Mirage.  He is a student Pilot and 
now has over 50 hours.

 Jim Harvey
 Belleair Bluffs, FL
Jim has over 3500 hours and holds SEL and 
Instrument ratings.

 Amy Heaven
 New Century, KS
Amy’s business is pre-owned Malibu Sales. 
Her company is Kansas Aircraft Corporation.  
She has over 5400 hours and holds a Private 
license with Instrument, Multi-Engine, and Multi 
Engine-Instrument ratings.

 Andrew Douglas
 Barrington, IL
Douglas is a Marketing Consultant.  His 
company is Douglas Consulting.  He holds SEA 
and Instrument ratings, and has over 1100 
hours.

 Tod Welch
 Ocala, FL
Tod has over 8000 hours and holds a 
Commercial license with ATP, SEL MEL and 
Instrument ratings.  He is Type Rated in CE-500, 
CE-560XL, CE-650, BE-400 and the MU-300

 Ricky C. Swan
 N146MS
 Breckenridge, TX
Ricky ‘s company is Dawne Oilfi eld Services, Inc.   
He has a Malibu.

 Arby Smith
 N455RS
 N. Little Rock, AR
Arby has a new Meridian.  No other information 
available at this time.

 Hal Smith
 Muleshoe, TX
Hal’s company is C & H Equipment.  He has over 
300 hours and has a SEL rating.

 John Gray
 N14GV
 Winchester, KY
John is an Oral Surgeon.  He has a Meridan and 
has over 8000 hours.  The following are some of 
the ratings he holds: ATP, MEL, Comm, SEL, SES, 
MES, Glider, Helicopter.

 David McVinnie
 Albuquerque, NM
David is a Flight Instructor.  He has over 7600 
hours and holds ATP, AMEL/ASEL, CFI, CFII, MEI, 
Master CFI ratings and is a member of the 
National Instructor Safety Council and NAFI, 
Aviation Safety Counselor, and SW Region Flight 
Instructor of the Year.

 Bobby Griggs
 N225MC
 Pearland, TX
Bobby has a Mirage.  He holds an ATP rating.
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 Tom Zumm
 N3292C
 Wheaton, IL
Tom has a Private license with an Instrument 
rating.  His plane is a new Piper Meridian.

       Daniel L. George
       N372DG
       Bonita Springs, FL
Daniel has over 1400 hours and holds a Private 
license with Instrument and Multi ratings.  He 
has a Mirage.

 Dennis Darling
 Redington Beach, FL
No information available.

 Sidney Hoyt
 N4BP
 Huntsville, AL
Sidney has a Mirage.  He has over 800 hours 
and holds a Commercial license with SEL and 
Instrument ratings.

 Mark Deatherage
 N389MA
 Grants Pass, OR
Mark is a Surgeon.  He has over 1000 hours and 
holds an Instrument rating.  He has a Mirage.

 Mike Baird
 Tiffin, OH
Mike is General Manager of the Propeller 
division of Tiffin Aire, Inc.

 Edwin Foster
 N754MA
 South Natick, MA
Edwin’s company is Foster Design Group.  He 
has a Malibu, and holds a Private license with 
SEL and Instrument ratings.

      Christopher Dean
      N801WA
      Oklahoma City, OK
Christopher is an ATP and has a SP BE1900 type 
rating.  He has over 3000 hours.  He is Chief Pilot 
and Dir of Ops with a Meridian.

 Peter Ramm
 St. Catharines, Ontario,   
 Canada

Peter has over 1100 hours and holds ASEL, 
AMEL, Glider, Motorglider, and T28 ratings.  His 
company is Invicta Research Inc.

 Carl Chetty
 N5PP
 Kennet Sq., PA
Carl has a Meridian.  He has over 800 hours and 
holds SEL, Instrument, Rotorcraft-Helicopter 
ratings.  He is a Developer.

 David Pasahow
 Dallas, TX
David has over 1300 hours and holds ASEL and 
Instrument ratings.

 Mark Elwood
 Birmingham, AL
Mark has over 950 hours and holds an 
Instrument rating.

 Fred Underwood
 Lubbock, TX
Fred is CEO of Trinity Company.  He has over 
1700 hours and holds Instrument, SEL and Com. 
Helicopter ratings.

 Richard Thalheimer
 San Francisco, CA
Richard is CEO of The Sharper Image.  He holds a 
Private license and has SEL MEL and Instrument 
ratings.  He has over 1400 hours.

 Charles E. Schmidt Jr.
 Vichy, MO
Charles has over 8000 hours.  He has the 
following ratings: ATP, Airplane Single; 
Multiengine Land; Sea, Commercial privileges, 
DC-3, LR-Jet

 Michael Roehrs
 Plano, TX
Michael is just getting started with flying.  He 
is a student pilot with 20 hours.  (We have all 
been there).  Good luck Michael, and welcome 
to MMOPA.

 David Eddo
 Carlsbad, CA
David is an aircraft mechanic at Carlsbad Air 
Service.  He has over 600 hours and holds a 
Private license with an Instrument rating.

 David Brien
 N462TM 
 Calabasas, CA
David is an attorney.  He has a Mirage and 
has over 1500 hours.  He holds SEL, ISEL, and 
Rotocraft ratings.  He also has type ratings in 
L29 and L39 Jets.

 Scott Buchart
 N9227U
 State College, PA
Scott holds MEL and Instrument ratings.  He has 
over 1000 hours.

 Robert Lotter
 N965SB
 Newport Beach, CA
Robert has a Meridian.  He has over 2000 hours 
and holds SEI, MEI and SES ratings.

 Cameron Bennett
 N9104N
 Windermere, FL
Cameron has a Meridan.  He has over 1000 
hours and holds MEL and Instrument ratings.  
His company is Spectrum Management Inc.

 Rick Weitekamp
 N9173Z
 Springfield, IL
Rick has a Mirage.  He has over 3300 hours.  His 
company is R.W. Refrigeration.

 Doug Lytle
 N286CM
 Kansas City, KS
Doug has a Malibu.  He has over 1800 hours 
and holds a Private license with an Instrument 
rating.

 Jes Santaularia
 N374KC
 Lawrence, KS
Jes has a Malibu.  He has over 850 hours and 
holds an Instrument rating. 

 David Fetter
 N4121K
 Erie, CO
David joined at the convention this year.  He has 
a Mirage and over 900 hours.  He holds a Private 
license with ASEL and Instrument ratings.

 David Miller
 Idaho Falls, ID
David is Owner and CEO of EMI Services.  He 
holds a Commercial license and holds SEL, MEL 
and Instrument ratings.

 John Mackay
 N9083Z
 Fairfield, CA
John has over 3000 hours.  He holds MEL and 
Instrument ratings.  He has a 1986 Malibu.

 Kenneth Hodge
 Ocala, FL
Kenneth has over 1100 hours.  No other 
information available.

 J. Monte Catlin
 Wisp, WA
Mr. Catlin is a Firefighter/Pilot.  He has over 2000 
hours and holds a Commercial license with an 
Instrument rating.

 Robert Kibble
 Rancho Santa Fe, CA
Robert is a Venture Capitalist. 

 Wolfgang Folk
 Vacaville, CA
No information available.
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GPS MANUAL 
GPS Operations on The Garin G1000 and The 
Garmin GPSmap 396 join ZD Publishing’s library 
of pilot-friendly manuals. Simplified directions 
for learning and refreshing the memory. 
Our task-oriented manuals lead you step-
by-step through all the operations. Includes 
descriptions of all pages. Valuable take-along 
aids for the cockpit. Our library includes: The 
Garmin GNS 430, GNS530, GPSmap 295, 196, 
296 and 396. Bendix/King’s KLN 89B/94, KLN 
90B, and KLN 900. IFR models $39.95. Handhelds 
$34.95. Add $6.00 for S&H. Other than U.S. 
add $6 more. ZD Publishing, Inc., PO Box 
3487, Wichita, KS 67201, 888-310-3134. www.
zdpublishing.com

WANTED 
Eclipse 500 delivering position for 2006 or 2007. 
Call 713-864-4000 or fax 713-868-9393, ask for 
Johnnie.

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

M•MOPA Classifieds

 http://www.zdpublishing.com 
 http://www.zdpublishing.com 
http://www.fly-in.com
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Training Update ... 

Advanced Flight Training 
International, Inc.
Vero Beach, FL

(772) 473-7356

Initial & Recurrent Courses

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

Initial & Refresher Courses

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

Initial & Refresher by Appointment

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.

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

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

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

DATE LOCATION AIRPORT FBO HOST

Oct. 7-9, 2005 Olathe (Kansas Johnson Co. Executive Kansas City Kansas City
 City, KS) Airport (OJC) Aviation Center, Inc. Aviation Center, Inc.

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

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

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

Initial & Refresher by Appointment

MMS & TF TRAINING SEMINARS

Helpline ...

620-728-8634

Events Calendar ... 

16th Annual Convention
September 13-17, 2006
Colorado Springs, CO
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