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by Jeff Schweitzer

Letter from the Editor

MMOPA Convention
I hardly need say that the convention at 
The Broadmoor exceeded even our highest 
expectations. For the few unfortunate 
members who did not attend, you missed 
what I believe was MMOPA’s best gathering 
yet. A record 150 airplanes and 475 attendees 
congregated at one of the world’s great 
luxurious resorts for the sixteenth annual 
convention, choc full of exciting surprises, 
new product announcements, gourmet meals, 
informative academic programs, free alcohol, 
an impressive static display, companion 
tours and seminars, spa treatments, a record 
number of vendors, safety lectures, sessions 
on engines, autopilots and avionics, and 
fi nally, the rare chance to meet me in person. 

I would like to cram into this issue as many 
compromising photos as possible; I will 
therefore keep a lid on my usually ingenious and 
humble musings. But fi rst, a few issues need 
our collective attention, before I keep this short. 

Highlights from the meeting are provided 
within, but are presented somewhat differently 
than in the past. Yes, I will suffer unending 
grief for introducing a change, but such is the 
sacrifi ce I make for you, dear reader. Rather 
than providing a detailed review of every 
session, down to who pushed what button 
when, I have provided a broad summary of 
most of the meeting, leaving room for a full 
description of few major addresses, including 
Jim Bass’s presentation, the Hyman Lecture 
and a review of the origin of the PA46.

This convention coverage is only possible 
through the hard work of a dozen volunteers, 
who diligently reported on every aspect of 
the meeting. In addition to these fi ne authors, 
we must also thank John Kihm and Anna 
Kihm, who gathered reports from multiple 
sources and collated all into a coherent 
whole, a process akin to cajoling irate cats 

into meowing in unison. Yes, that analogy 
turns out to be a bit weird, but in spite of 
that, our organization is successful precisely 
because of this spirit of volunteerism. We 
all owe these special members a great debt 
of gratitude. Finally, let us not forget our 
intrepid photographers. Dick Rochfort again 
volunteered to cover the convention, which 
he did with his usual skill and style. Bob 
Conrad was, as always, ubiquitously camera-
in-hand, ready for the most candid of shots. I 
have already paid handsomely to have some 
quietly buried. Thank you Dick and Bob for a 
job incredibly well done. We are all grateful.

Well-deserved Kudos
While I am being maudlin, let me note that 
this year represented Richard Bynum’s last 
on the MMOPA Board, rotating off after his 
stint as past president. I would like to offer my 
personal thanks to Richard. I know that I speak 
for the entire organization when I express my 
gratitude for his service and leadership. Our 
organization operates more effi ciently and 
professionally, and is stronger, larger, more 
vital and has a more clearly defi ned purpose 
because of his contributions and guidance. 
Richard is looking forward to next year’s 
convention when he can enjoy the festivities 
and academic programs as a “civilian” with 
no obligations other than to learn and have 
a good time. When you see him, please let 
him know how much you appreciate all that 
he has done for us. I say all this only to incur 
some favor should I ever wish to sell my 
airplane, perhaps with a reduced commission.

Apolitical Politics
As ours is a magazine devoted to fl ying the 
PA46, I meticulously scrub any mention of any 
politics from these pages. We all have plenty of 
other forums in which we can vent our twisted 
views of the world. This is not the place. But 
in a rare, one-time exception to my iron-clad 
rule, I will mention a hot political issue that 
will affect every aspect of our fl ying: user fees. 
Without espousing a particular position here, I 
urge you to familiarize yourself with the issue. 
Read the September issue of Twin and Turbine, 
which does an excellent job of laying out the 
debate from the perspective of proponents 
and opponents; follow the news from NBAA; 
go to the AOPA website. Learn everything 
you can about the proposed user fees. And 
then take whatever action your particular 
political bent would demand, but take action. 
I can think of no issue with potentially greater 
impact on all aspects of fl ying than this one. 
Learn everything you can, and act accordingly.

Our CFIs, Part II
No, I have not forgotten John Mariani and 
Mary Bryant, who I unceremoniously cut 
from Part I of our trainer interviews after 
randomly picking their names from a hat to 
make room for my Letter from the Editor. 
That, and their meager bribes did not meet 
even my low standards. Nevertheless, they 
will star, as will others, in Part II in the next 
issue as the feature article. Stay tuned.

Tulsa, Oklahoma
We’re going where next year? Yes, indeed, 
folks, you might believe that we are moving 
from the rugged and beautiful mountains of 
Colorado to the fl at and featureless plains of 
the Midwest. But you would be wrong (which 
would make me right, yet again). But c’mon, 
isn’t this really just area a bunch of prairie 
grass dotted with aging oil rigs? Are we nuts? 
Not at all. You will be amazed upon your arrival 
at what you fi nd in this shining city. The rolling 
green hills and wooded terrain of the Ozark 
foothills are why Tulsa was voted as “one 
of the most beautiful places to live.” With a 
surprisingly mild climate, the city lies at an 
elevation of 700 feet above sea level and offers 
227 days of sunshine per year. The summer 
2007 issue, to be mailed in early June, will 
provide a comprehensive look at Tulsa and 
all that the city offers. No pilot will have any 
excuse to miss this convention because of 
location, which is about as centrally placed 
geographically to our membership as is 
physically possible. Mark your calendars 
now for October 17-20, 2007. Tulsa will 
be one of your most pleasant surprises.

Travel Plug
To make room for more convention photos, 
I’ve bumped a few articles, including the one 
from Thierry Pouille. So instead let me note 
here that the Malibu, Meridian and JetProp are 
the most widely used airplanes on Air Journey 
destination across the Atlantic and in South 
America, which is why these articles fi nd space 
in this magazine. On March 3, 2007, Thierry 
is launching his third South America Journey, 
a 32-day odyssey visiting the continent all the 
way to Cape Horn via Ecuador, Chile, Cape 
Horn (Ushuaia), Argentina, Brazil, Surinam, 
Caribbean Islands and back home. John 
Mariani will be joining him on this voyage, 
as will be the now-famous Jean Pierre 
Arnaud. Space is limited, so call Air Journey 
if you are interested in joining the expedition.

Yeah, OK, I’ll shut up now so you can look at 
some photos. Geez.
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Piper Jet … Changing the Definition of Freedom
by James K. Bass
President and CEO
The New Piper Aircraft, Inc.

Piper Perspective

I don’t think there has ever been as exciting 
a time in Piper’s recent history. As I write 
this column, we have just come from our 
announcement of the revolutionary, all-
new PiperJet to a jam-packed audience 
of 800 people who gathered for our news 
conference and unveiling at the National 
Business Aviation Association’s 59th Annual 
Meeting and Convention in Orlando, FL. 

On hand were a host of movers and shakers 
in aviation – including a good contingent 
of MMOPA members, some of whom have 
already signed up to buy the new PiperJet. 
Ed Bolen, President and CEO of NBAA 
welcomed us and the news media, as well as 
our dealers and our friends and associates 
from Honda – especially Mr. Fukui, Honda 
Motor Company President & CEO and Mr. 
Fujino, President and CEO of the newly formed 
Honda Aircraft Company and project leader 
and development engineer of the HondaJet.

It was a very important milestone for Piper 
… and one that MMOPA members can 
certainly be proud of as well, given that 
it was an ad hoc MMOPA committee that 
ultimately chose PiperJet as the name of our 
beautiful, new aircraft. And for those of you 
who haven’t seen the PiperJet, our mock-
up will be on display next at AOPA Expo in 
Palm Springs (Nov. 8-11) and at other major 
aviation venues over the next few months. 

As I mentioned at the MMOPA annual 
meeting, we have made great strides at 
Piper in the last year, and today we are 
poised on the threshold of an exciting future. 

With our announcement, we have finally 
answered the question that almost every 
person I’ve run into in the last year has asked 
me … “What’s going on with the PiperJet?” 
As you know, we have been studying the 
jet market very closely. For us, the question 
wasn’t how fast we could come to market … 
it was, instead: What does the market want?

To that end, we conducted one of the most 
comprehensive market research studies ever 
undertaken in aviation, developing a strategic 
growth strategy and product development plan 

specifically suited to Piper and the market. This 
study included a comprehensive analysis and 
survey with customers, trade associations, 
dealers, suppliers and pilots, as well as 
international and domestic organizations. 
The analysis included a detailed evaluation 
of multiple features and market drivers. It 
ultimately provided us with what we believe is 
the best way for Piper to approach the market. 

In the end, we spoke to thousands of people 
regarding the future of general aviation. As 
a result of this research, we have developed 
a detailed roadmap for our future, and 
the PiperJet is our auspicious beginning. 

The PiperJet breaks the mold in offering an 
unparalleled blend of performance and luxury.

The PiperJet’s clean-sheet design incorporates 
single-engine turbofan power for optimum cost 
efficiency, state-of-the-art safety measures, 
and a strong, smooth all metal body. It will be 
capable of reaching a cruising speed of 360 
knots* and a maximum operating altitude of 
35,000 feet*. The six passenger PiperJet – with 
an option for either a seventh seat or enclosable 
lavatory – offers a mission-capable profile 
and sensuous luxury that sets the standard 
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in its class, with a range of 1,300 nautical 
miles* and a full-fuel payload of 800 lbs.*

The PiperJet’s interior synthesizes a 
sophisticated color palette with spacious, 
energetic design. It features rich leather 
seats, deep zebra wood details and rich 
fabrics and trim. It incorporates perfectly 
p l a c e d  s t o r a g e ,  c u p  h o l d e r s  a n d 
docking stations for personal electronics.

The PiperJet is equally attentive to pilot and 
passenger comfort and needs, reduced 
workload and ease of operation. Navigation, 
situational awareness and system information 
will all be delivered through next-generation 
technologies. From Flight Into Known Icing to 
FADEC, the PiperJet’s focus is on operational 
excellence, user-friendliness, and safety.

The PiperJet is designed with versatility in mind 
and focuses on blending form and function.

Your mission defines the aircraft’s configuration. 
The PiperJet’s design incorporates storage 
space that you can easily configure to include 
a hard-sided lavatory, seventh seat, storage 
cabinet or entertainment/beverage center. 
Moreover, a 36-inch door easily accommodates 
larger cargo and facilitates ease of entry. The 
PiperJet is about the journey … and the 
journey is about uncompromising luxury, utility 
and performance … at incomparable value.

The PiperJet also incorporates major 
innovations that speak directly to performance 
and value for money. They include a high-
speed, natural-laminar f low wing that 
enhances fuel economy and performance 
and advanced metal bonding for improved 
strength and manufacturing integrity.

We also are working with the world’s leading 
avionics manufacturers to identify and 
integrate what will be the most advanced, 
cutting-edge integrated avionics available 
when the PiperJet  del ivers in 2010.

In designing this revolutionary aircraft, we have 
assembled the finest team of engineers and 
designers and – as I mentioned – conducted 
one of the most extensive consumer research 
efforts undertaken within general aviation 
to ensure that the PiperJet will be second 
to none. In effect, every measure has been 
taken to make sure that the PiperJet answers 
what our customers have told us they want 
and need in a jet, and to anticipate what they 
will need in the future, because at the end of 
the day, it’s not about being first to market 
… it’s about getting it right in the first place.

Built using state-of-the-art manufacturing 
processes, the PiperJet will sell for $2.199 
million dollars in 2006 U.S. dollars with a CPI-
W escalator, while delivering Piper’s legendary 
uncompromising standards at unbeatable value.

The PiperJet is designed with the owner in mind. 

Whatever the mission – short trip, long trip, 
business or vacation – the PiperJet has the 
ability to get you there quickly and easily. 
With class-setting useful load, the PiperJet 
can fly across the U.S. with only one stop 
for fuel, and it does it at a price that no 
competitor can beat without sacrificing 
passengers and cargo. In effect, value is 
just one more facet of PiperJet’s unequalled 
energy and beauty. It‘s this blend that makes 
the PiperJet an aircraft to be reckoned with.

Piper has assembled an extraordinary team 
of design and manufacturing engineers, 
sales and marketing personnel, customer 
service associates, dealers, suppliers and 
vendors to design, manufacture and bring the 
PiperJet to market. Moreover, we are utilizing 
a system of simultaneous engineering to 
ensure that the PiperJet comes to market in 
a smooth, foolproof and expeditious fashion. 

From the beginning, we have ensured that 
every aspect of the PiperJet’s development, 
manufacturing and marketing is coordinated 
for a seamless transition from the drawing 
board to dealer showrooms. By having every 
stakeholder – from customers to engineers to 
sales and marketing professionals and dealers 
– involved in the process, we have covered 
every angle from concept to customer.

cont. page 10 
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Piper Perspective
(continued)

We already have seen significant demand 
for the PiperJet – even in advance of the 
unveiling. From the time we announced 
in July that we would be unveiling the 
PiperJet, our dealers took scores of pre-
sale orders for the PiperJet, with many 
more coming in after the unveiling at NBAA.

Our distribution network, through a partnership 
program, allows us to reach pilots in every 
part of the world, and with our recent 
announcement of the business alliance we 
have formed with Honda, it will grow even 
stronger as our collaboration bears fruit. Piper 
and Honda formed the business alliance to 
collaborate on sales and service, and to explore 
opportunities in engineering and other areas 
within general and business aviation, and the 
first result of that collaboration is the PiperJet 

dealer distribution network – developed in 
collaboration with Honda Aircraft Company, Inc.   

The new network is composed of five regional 
sales centers. They are: PiperJet East, 
PiperJet Southeast, PiperJet Midwest, PiperJet 
Southwest and PiperJet Northwest. In all, 
there are 14 offices operating nationwide to 
address the needs of PiperJet customers.

We are very proud of our dealer network 
and consider it a key asset in being able 
to develop the company and its future. 

The future has never looked brighter for Piper.

Next year, Piper will celebrate its 70th anniversary, 
with over 50 years in Vero Beach, and we 
didn’t get there by being a flash in the pan.

Today, Piper enjoys the second largest fleet in 
the world, maintaining over 28 percent of the 
entire worldwide fleet. We have built more than 
144,000 aircraft, and some 90,000 of them 
are still flying. In our 70 Year history, we have 
certified more than 160 different models, and 
Piper flies in virtually every corner of the globe. 
Additionally, we have more than 40 dealerships 
and over 65 service centers worldwide. We 
are truly the definition of a global company.

Only Piper offers a complete l ine of 
aircraft, from trainers to high performance 
turbine powered airplanes … and as of 
today, the revolutionary new PiperJet.
–––––––––––––––––––––––––––––––––––––––––
* See official performance guarantees as 
referenced in PiperJet Aircraft Purchase 
Agreement.
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MMOPA Status
by Jim Yankaskas

Note from the President

Working with MMOPA members and the 
board as president for the past year has 
been a privilege and pleasure. The annual 
membership meeting at the convention 
provided as always an excellent opportunity to 
report on the status of that work, and to discuss 
future plans. This post-convention issue is an 
ideal forum in which to record the essential 
topics raised during those lively discussions.

MMOPA is growing and strong. We reaffirmed 
our focus on the PA-46 and a rigorous academic 
program. Our membership continues to 
increase, and now includes more than 750 
individuals and more than 550 owners. The 
board has worked effectively on many issues. 
Our mission is “… to educate, train and keep 
the owners and operators of Malibu and Mirage 
aircraft informed as to all issues relating to the 
safety and operation of these aircraft.” MMOPA 
has fostered that purpose with increasingly 
effective means. The by-laws were revised 2 
years ago and are robust. Richard Geist led the 
Finance and Audit Committee that defined our 
financial procedures in accord with standard 
business practices. Our budget is sound. The 
Malibu/Mirage Safety and Training Foundation 
enjoyed its most active year, largely thanks 
to the ongoing work of Mona Rathmel, 
Mark Swatek and John Mariani. After some 
“growing pains” our website has transitioned 
to a new platform, through the dedication 
and hard work of Lew Donzis and Tom 
Keiffer. The ombudsman program continues 
to be constructive for members and MMOPA. 

Initial reports suggest that the 2006 convention 
had the best academic program to date, 
thanks in large part to Doug Leet who 
assumed the role of academic chair in May. 
We are analyzing the speaker evaluation 
and suggestion forms, and will use those 
to make our Tulsa program even better. See 
the 2006 convention report in this issue for 
many more details of the Fred B. Hyman 
Lecture and the other academic sessions. 

Some of our companions felt that their program 
could improve. In traditional MMOPA form, 
they established a CPC (Companion Pilots 

Committee) to help plan future programs. I was 
elated by the interactions with and increasing 
support of our members. MMOPA is strong, and 
is getting better, thanks to many individuals. 
MMOPA has developed construct ive 
relationships with Jim Bass and other leaders 
of New Piper.  Our future success is only 
limited by our vision and our continuing work.
  

Volunteers
MMOPA, like any volunteer organization, 
depends on the input and work of its members. 
My major goals as president are to sustain the 
success of the organization and to involve 
more members in our operations. My requests 
for help have been met by enthusiastic and 
positive responses. I am delighted to say 
that we have too many volunteers to name 
them all; I would like to give recognition to 
each person, but the editor would have my 
hide. I will mention some highlights, though. 
Everyone I asked to help write the 2006 
convention report said “yes.” Those who could 
not come to Colorado Springs volunteered to 
report next year. Manny Casiano stepped up 
to replace Dave Pomerance in the ongoing 
analysis of PA-46 accidents. His Safety Review 
opened our eyes to major problems facing us 
in the 21st century. Mark Spitzer responded 
to the need for more PA-46 articles in our 
magazine by proposing and writing a series 
of articles on our most noted CFI’s. I have 
been most impressed by Anna Kihm. When 
I asked PA-46-350P owner and pilot John 
Kihm to help assemble the 2006 convention 
report, he agreed, but acknowledged some 
limitations in his internet skills. Anna, his 13 
year old daughter, came to the convention, 
spliced and synthesized the reports, and 
helped all of us. I can hardly wait until 
she is a full member. Thanks to all of you, 
including our board members and dozens I 
have not been able to mention individually. 

President’s Award
MMOPA was founded as, and is, a volunteer 
organization. Our accomplishments, successes 
and benefits are due to the combined efforts 
of many individuals, both members and 
others. In 2004, the board established the 

President’s Award to recognize each year one 
such exemplary individual, both as a token of 
thanks and to demonstrate one of the values 
our organization esteems. Doug Leet selected 
the first two honorees, and his choices set 
a precedent for recognizing outstanding 
individuals and important contributions.

2004 Dave Coats
Concept and development of the 
Safety and Training Foundation

2005 John Mariani 
Outstanding pilot and aviation educator 

I chose to honor Kevin Mead with the 2006 
President’s Award to recognize his many 
contributions to MMOPA in the area of 
maintenance. Kevin earned his private pilot 
license in 1977 and graduated first in his 
class from the Spartan School of Aeronautics 
A&P program in 1979. He started working 
that year as an A&P at his dad’s shop, Mead 
Flying Service, in Sterling, KS. He earned his 
FAA Inspection Authorization endorsement in 
1984 and has spent his entire career servicing 
PA-46 and other general aviation aircraft. 
Since 1998 he and his wife Cynthia have 
owned and operated Mead Aircraft Services 
in Hutchinson, KS. His most noteworthy 
contributions to MMOPA have been his 
continual support of members with routine 
or unusual maintenance needs. He mans the 
MMOPA maintenance hot line (620-728-8634) 
24/7 and is always ready to provide reassuring 
advice and/or extraordinary service to MMOPA 
members in need. In a recent example he 
repeatedly discussed my nose gear extension 
problems with my home field mechanic, 
finally shipping a remanufactured actuator 
to solve the problem. He has helped many 
others solve difficult or inconvenient AOG 
(aircraft on ground) problems. Beyond this, 
he has attended every MMOPA convention, 
contributed to every academic program, 
and written a maintenance article for every 
issue of our magazine. He exemplifies the 
customer service that is a model for MMOPA, 
for aviation, and for any other industry.
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Aviation News
by Doug Leet

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

The last six months included only two 
recorded accidents, and no fatalities. The 
present six month list is less favorable, with 
six accidents, five fatalities, and seven serious 
injuries; nineteen were uninjured. Also, four 
of the six accidents involved foreign (to the 
US) countries. Here is the long and sad list:

NTSB Identification: DEN06LA062 
14 CFR Part 91: General Aviation 
Accident occurred Thursday, April 13, 2006   
   in Hope, NM 
Aircraft: Piper PA-46-350P
Registration: N82LL 
Injuries: 1 Uninjured.

This is preliminary information, subject 
to change, and may contain errors. Any 
errors in this report will be corrected when 
the f inal report has been completed.
 
On April 13, 2006, about 1607 mountain 
daylight time, a Piper PA-46-350P, N82LL, was 
substantially damaged when it struck a road 
sign during a forced landing 4 miles west of 
Hope, New Mexico. Visual meteorological 
conditions prevailed at the time of the 
accident. The personal flight was operating 
on an instrument flight rules flight plan 
under the provisions of Title 14 CFR Part 
91. The private pilot on board the airplane 
was not injured. The cross-country flight 
originated at Las Cruces, New Mexico, 
and was en route to Clovis, New Mexico. 
 
The pilot reported that approximately 35 
miles south of Roswell, New Mexico, while 
in cruise flight, the engine manifold pressure 
dropped followed by a loss of oil pressure. 
The pilot elected to divert to Artesia, New 
Mexico, when the airplane’s engine seized. 
The pilot performed a forced landing to a 
highway. During the emergency landing, 
the airplane’s right wing struck a road sign, 
causing substantial damage to the airplane.

NTSB Identification: DEN06LA076 
The docket is stored in the Docket 
Management System (DMS). Please 
contact Records Management Division  
14 CFR Part 91: General Aviation 
Accident occurred Friday, May 12, 2006 
   in Del Norte, CO 
Aircraft: Piper PA-46-350P
Registration: N41827 
Injuries: 4 Uninjured.

On May 12, 2006, approximately 1645 mountain 
daylight time, a Piper PA-46-350P, N41827, 
piloted by a private pilot, was substantially 
damaged during a hard landing at Del Norte 
Municipal and County Airport (8V1), Del Norte, 
Colorado. Visual meteorological conditions 
prevailed at the time of the accident. The 
personal cross-country flight was being 
conducted under the provisions of Title 14 
Code of Federal Regulations Part 91 without 
a flight plan. The pilot and 3 passengers 
on board the airplane were not injured. The 
flight originated at Fort Worth Meacham 
International Airport (FTW), Fort Worth, Texas, 
approximately 1330 central daylight time. 

NTSB Identification: CHI06WA192 
14 CFR Non-U.S., Non-Commercial 
Accident occurred Sunday, July 16, 2006 
   in Marina di Campo, Italy 
Aircraft: Piper PA-46-310P
Registration: D-EJMV 
Injuries: 4 Fatal, 1 Serious.

On July 16, 2006, at 1655 universal coordinated 
time, a Piper PA-46-310P, German registration 
D-EJMV, impacted terrain while attempting an 
emergency landing immediately after takeoff 
from Marina di Campo Airport (LIRJ), on the 
Island of Elba, Italy. Visual meteorological 
conditions prevailed at the time of the 
accident. The pilot and three passengers 
were fatal ly in jured. One passenger 
was seriously injured. The flight had an 
intended destination of Vilshofen, Germany. 

NTSB Identification: NYC06WA182 
The docket is stored in the Docket 
Management System (DMS). Please contact 
Records Management Division  
14 CFR Non-U.S., Non-Commercial 
Accident occurred Friday, July 21, 2006 
   in Debrecen, Hungary 
Aircraft: Piper PA-46T
Registration: N122WD 
Injuries: 6 Uninjured.

On July 21, 2006, about 1305 coordinated 
universal time, Piper PA-46T, N122WD, 
experienced a loss of engine power during the 
initial climb after takeoff, and was substantially 
damaged during a forced landing at the 
Debrecen Airport, Debrecen, Hungary. The 
certificated commercial pilot and five passengers 
were not injured. Visual meteorological 

conditions prevailed for the personal flight 
that was destined for Lyon-Bron, France. 

NTSB Identification: NYC06LA197 
14 CFR Part 91: General Aviation 
Accident occurred Sunday, August 06, 2006  
   in Bellefonte, PA 
Aircraft: Piper PA-46-350P
Registration: N9227U 
Injuries: 6 Uninjured.

This is preliminary information, subject 
to change, and may contain errors. Any 
errors in this report will be corrected when 
the f inal report has been completed.
 
On August 6, 2006, about 1130 eastern 
daylight time, a Piper PA-46-350P, N9227U, 
was  subs tan t ia l l y  damaged dur ing 
takeoff from Bellefonte Airport, Bellefonte, 
Pennsylvania. The certificated private pilot 
and five passengers were not injured. Visual 
meteorological conditions prevailed, and an 
instrument flight rules flight plan was filed 
for the planned flight to Erie International 
Airport, Erie, Pennsylvania. The personal 
flight was conducted under 14 CFR Part 91. 
 
The pilot stated that start-up, taxi, and 
engine run-up seemed normal. The flaps 
were extended 20 degrees, and the airplane 
departed on runway 25; a 3,640-foot-long, 
40-foot-wide, asphalt runway. The takeoff roll 
was longer than the pilot expected, but the 
airplane lifted off with approximately 1,000 
feet of runway remaining. The airplane then 
climbed approximately 100 feet, but did not 
seem to have enough power to continue 
climbing. The pilot retracted the landing gear 
and flaps, and the airplane settled back toward 
the runway. The airplane subsequently overran 
the runway, came to rest in a field, and a post 
crash fire ensued. However, all occupants 
egressed safely before the fire consumed the 
airplane.  The pilot further stated that prior to 
the flight, his weight and balance calculations 
revealed that the airplane was 50 pounds 
below the maximum gross takeoff weight.  
 
The repor ted weather  a t  an a i rpor t 
approximately 3 miles southwest of the 
accident site, at 1143, was: wind from 250 
degrees at 3 knots; visibility 10 miles; sky 
clear; temperature 79 degrees F; dew point 
60 degrees F; altimeter 30.23 inches Hg.  The 
engine was retained for further examination.
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NTSB Identification: CHI06WA271 
14 CFR Part 91: General Aviation 
Accident occurred Wednesday, September 
   13, 2006 in Suwalki, Poland 
Aircraft: Piper PA-46-350P
Registration: N721BB 
Injuries: 2 Uninjured.

On September 13, 2006, about 1720 universal 
coordinated time, a Piper PA-46-350P N721BB, 
sustained substantial damage on impact with 
terrain during a landing near Suwalki, Poland. 
Meteorological conditions that prevailed 
at the time are unknown. It is unknown if a 
flight plan was filed. The pilot and passenger 
were not injured. The flight originated 
from Babice, Poland, at time unknown. 

NTSB Identification: DFW06WA211 
14 CFR Non-U.S., Non-Commercial 
Accident occurred Friday, September 15, 
   2006 in Toluca, Mexico 
Aircraft: Piper PA-46-310P
Registration: XB-JVH 
Injuries: 1 Fatal, 6 Serious.

On September 15, 2006, at 1220 central 
daylight time, a single-engine Piper PA-46-
310P airplane, Mexican registration XB-JVH, 
was destroyed during a forced landing 

following a loss of engine power near Toluca, 
Estado de Mexico, in the Republic of Mexico. 
The commercial pilot and 5 passengers were 
seriously injured, and one passenger was 
fatally injured. The turbocharged pressurized 
airplane, serial number 46-8508032, was 
owned and operated by a private individual. 
The on-demand air taxi flight originated from 
the Monterey del Norte Airport (MMAN), in the 
State of Nuevo Leon, in the Republic of Mexico, 
at 0827 CDT, with Acapulco, State of Guerrero, 
Mexico, as its intended final destination.

Common Elements
The common theme in this list involves:  1) 
loss of engine power; 2) hard landings; 
and    3) attempting an emergency landing 
(reason unknown). I am also struck that 
4 out of 6 accidents involved more than 
4 persons in the plane; three had six or 
more persons. One, the last in Mexico, had 
seven people!  I wonder what the W&B 
looked like on some of these accidents.

Convention News
The MMOPA Convention offered a full agenda 
of serious academics, socializing, fun, and 
yes, some “controversy.”  I hope most, if not 
all, of these issues were resolved. We need to 
spend our energies improving our service to 

MMOPA and promoting safety issues through 
our M&MSTF. We need to encourage all of our 
members to attend these important sessions. 

As far as improving the convention, we still have 
a long, long way to go with the companions. 
I am pleased to announce that two of our 
courageous volunteers, Suzette Brumleve 
and Cookie Goldberg formed the Companions 
Pilot Committee (CPC). This committee will 
help choose the companion meeting agenda, 
plan excursions and influence the convention 
committee on choices for future conventions. 
The input from these “companions” has been 
sorely deficient. Please have your companions 
contact this new committee and help improve 
the convention experience. I am sure the Board 
and Academic Committee will be anxious for 
their guidance. We can do much better.

I wish to give a special  thanks to our 
distinguished panel of experts who participated 
in our finest academic program:  Professor 
Denny Lessard, Bob Compton, John Mariani, 
Paul Sanchez, Tom Deutsch, Dick Rochfort, 
Ron Cox, Kevin Mead, Walter Atkinson, 
Marc Bartolomucci, our Board members, 
Russ Caauwe and Bill Alberts.  John Mariani 
showed us why he was the recipient of last year’s 
President Award with three major lectures.
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by 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

Views from a JetProp
The Silent Partner

When we think of the JetProp, Darwin Conrad 
instantly comes to mind. So who then is 
this mystery man standing to the right of 
Darwin Conrad in solid support of his every 
endeavor? Would we even have the JetProp 
today without his guidance and wisdom? 
Only Darwin can answer that question, but 
I am sure the development would have 
been much slower had not Warren Wood 
been at the right place at the right time, 
and had the fortitude to start the ball rolling.

I caught up with Warren at the MMOPA 
convention in Colorado Springs. I have 
always been impressed by his humility and 
solid support of the JetProp. He consented 
to an interview describing his part in the 
conception and birth of the turbine PA46.

Like nearly all Great Americans, Warren was 
born to a poor family. They lived in the small 
gold mining town of Manhattan, Nevada, 
population 30. He lost his parents when he 
was young and was raised by his sister. At 
high school age he went to live with his brother 
in California. After high school he joined the 
Navy and found himself in the Korean War, 
or as Warren refers to it, the forgotten war. 
After 4 years in the Navy he enrolled at the 
University of Washington, where he received 
a degree in Electrical Engineering. He worked 
part time at Standard Oil of California while 
in college, and after graduation went full time 
there as a research engineer for two years.

Wanting to be more independent, Warren 
made the leap and joined a small start-
up company in the scientific instrument 
business. They were eventually bought out 
by a much larger competitor. He was asked 
to go the Switzerland, where he progressed 
for the next six years from Engineer, to 
Sales Engineer, to Manager in charge of 
European operations. He was subsequently 
asked to return to the United States to lead 
the international group of another division.

The entrepreneurial bug finally bit Warren for 
good when he “decided I don’t want to work 
for another company.” In a parallel replay of 
history, he started his own firm in the scientific 
instrument business, and was quickly bought 
out by a larger company. Moving on, he 
initiated another enterprise, this time in the 
telecommunications business. Like all great 
entrepreneurs, he experienced the pains of 
defeat. He was forced to close the business on 
Christmas Eve, 1974. He gave his employees 
their final paycheck and went home to tell 
his wife and four children that he had no job.

With strong determination he started yet 
another business and was again quickly 
bought out, in this instance by the same firm 
where he had worked overseas in international 
operations. They offered him the opportunity 
to move back to the United States on the 
East coast to pull together several of their 
divisions. Expecting to be in Pennsylvania 
for only two years, he ended up buying 
the company and forming Capital Medical 
Corporation. After several more acquisitions 
he eventually took the company public. 
With operations in Wisconsin, Connecticut, 
Maryland and Pennsylvania, he saw the need 
to efficiently move between the locations. 

He Got the Bug
As a kid in Manhattan, Nevada, he would 
wait for airplanes to fly overhead, dreaming 
of someday flying one. With the pressing 
need to move around efficiently Warren took 
the plunge and crossed over the river to 
Princeton, NJ, where he found the flight school 
of his dreams. The first of 16 airplanes he has 
owned was a Piper Archer. He remembers 
best his Aerostar, which he calls his “one 
way airplane” because this steed was always 
breaking down. He bought his first Malibu in 
1991. The fleet was grounded at the time. 
After reviewing the NTSB report he concluded 
that the airplane was a solid machine, and 
decided to buy one in the depressed market.

Warren flew his 1986 Malibu for 600 hours 
before deciding to purchase a new Mirage. 
After 300 hours, and many engine problems, 
he decided to upgrade to a Cheyenne I. 
This provided much more utility for moving 
employees around. Not happy with 220 
knots, he upgraded to a Cheyenne III.

At age 65, he gave himself a birthday 
present by selling his company. He promptly 
purchased a new 1996 Mirage from Skytech 
and moved back to California. After taking 
title, he remembers pouring the coals on 
during takeoff for a slow, long run down 
the runway. Then the fleeting thought, 
“This airplane needs a turbine engine.”

Flying Magazine and Aircraft  Spruce 
Specialties were sponsoring a cross country 
race from Palm Springs to Chicago Dupage 
Airport. Warren and his son decided to enter 
the race. They came in 3rd, beaten 20 minutes 
by 2nd place winner Darwin Conrad, who 
was flying a Rocket Engineering Mooney. 
The Mooney made the trip at FL310. Darwin 
came over and introduced himself to Warren 
and his son. He wanted to have a look at the 
Malibu engine. Darwin said he was interested 
in putting a bigger engine on the PA46.

About one year later, Warren again caught 
up with Darwin at the AOPA convention in 
Atlantic City at Rocket Engineering’s booth. 
Warren asked Darwin if he had thought 
any more about the Malibu conversion. 
Darwin said he had done some engineering 
reviews and determined that a turbine 
looked viable. Warren thought “bingo,” 
and immediately went over to Skytech to 
buy another Malibu. He flew his new plane 
to Spokane and presented his new bird to 
Darwin for a turbine conversion. He just said 
“here it is,” with no formal arrangements. In 
1997 the two pioneers took the converted 
Malibu to Oshkosh, where they received 
the type certificate from the FAA. Warren 
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recalls that the introduction in 1997 sparked 
some interest, but was not dynamite.

When asked what his contribution was to 
the development of the JetProp, his initial 
answer was, “I furnished the airplane, 
Darwin did all the work.” Upon further 
questioning Warren admits that he brought 
some marketing and business expertise to 
the project since that was his background. 
His son is the webmaster for the JetProp 
site. His humility is quite refreshing. Warren 
claims he now does only fun things, such 
as investing in start-up companies and 
doing volunteer work. He is Chairman of the 
Board for Angel Flight West, and flies about 
50 missions each year for them. He is also 
on the EAA Warbirds Board of Directors. 

When asked about his current relationship with 
JetProp, he says he is now “a silent partner.” 
Warren made two revealing statements 
during the interview. “A satisfied Customer is 
the best salesperson,” and “I’ve done pretty 
well and now it is time to give back.” I am sure 
that every PA46 driver wishes to thank Warren 
for his part in letting us soar with the Eagles.

Warren Wood
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A Vertical Look at GPS
by 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.

Pilatus Points

One of many advantages of  today’s 
technologically advanced cockpits is the 
ability to provide vertical navigation or VNAV. 
Flight management systems and modern 
GPS systems can generate an electronic 
descent path that allows us to fly a constant-
rate descent on approaches that would 
otherwise require multiple level-offs at step-
down fixes. Think of VNAV as the vertical 
partner of RNAV, which is area navigation 
based on the same systems to locate the 
aircraft laterally. The two go hand in hand.

A constant-rate descent has many safety 
advantages over the traditional method used 
on non-precision approaches. Similar to an 

ILS, the aircraft configuration and descent rate 
can be set once at the final approach fix; the 
CDI and electronically-generated glideslope 
are simply followed all the way down. By 
eliminating the “dive and drive” method typically 
used on non-precision approaches, multiple 
power changes and altitude assignments 
are eliminated between the final approach fix 
and the missed approach point at minimums. 
The main advantage is a simplified arrival 
during the labor-intensive approach phase.

Charting VNAV
VNAV approach information appears on 
selected conventional non-precision, GPS, and 
RNAV approaches. See the highlighted areas 

on the Fresno-Chandler Downtown approach 
for GPS RWY 9 in this article. The FAA defines 
the vertical component of the approach using 
a fixed descent angle based on the location 
and altitude of the final approach fix and 
the landing runway threshold. Like an ILS 
approach, a pilot uses VNAV to fly a constant 
rate descent all the way to the minimum 
descent altitude at the missed approach point 
while attempting to find the runway visually. 

VNAV capability has long been a function 
of some flight management systems found 
on more sophisticated aircraft. The system 
is great for smoothing out non-precision 
approaches. But in its basic form VNAV does 
not allow you to land anywhere you can’t 
already go, since the same minimums apply. 

Enter WAAS and LPV
The Wide Area Augmentation System 
(WAAS) was introduced on July 10, 2003 
to augment GPS by providing additional 
ground stations and enhanced satellite 
data; WAAS is intended to increase both the 
accuracy and integrity of the GPS signal. 
Better accuracy and integrity enables the FAA 
to publish RNAV (GPS) approach charts to 
make lower minimums available, depending 
on the equipment onboard the aircraft. With 
WAAS, a non-precision approach can have 
minimums equal to a precision approach.

The FAA’s current plan for modernizing 
the National Airspace System is called the 
Roadmap for Performance Based Navigation. 
Accurate GPS and vertical navigation is a key 
part, and the FAA states, “To achieve optimum 
runway capacity in low meteorological 
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conditions, runways without existing instrument 
approach procedures are target sites for the 
publication of RNAV approaches. RNAV 
approaches include (a) minimums for WAAS-
enabled localizer performance with vertical 
guidance (LPV), (b) minimums for vertically 
guided approach services based on lateral 
navigation/vertical navigation (LNAV/VNAV), 
and (c) minimums for non-precision approaches 
based on lateral navigation (LNAV).” 

One consequence of this alphabet soup is 
that charts, such as the RNAV (GPS) RWY 
9 approach for Red Wing Regional pictured 
in this article, will have as many as four lines 
of approach minimums. Just look at the 
highlighted areas showing LPV, LNAV/VNAV, 
LNAV, and Circling approaches in the picture. 

But do not let all the acronyms scare you. 
LNAV and VNAV are just lateral and vertical 
navigation, respectively. The only designation 
that is confusing is LPV, because this is in 
fact not an acronym at all. LPV is simply 
the FAA’s designation for GPS approaches 
using WAAS accuracy for vertical guidance. 
It’s also the one with the lowest minimums.

When introduced back in 2003, WAAS 
was approved to provide vertical guidance 
down to  350  fee t .  As  per fo rmance 
increased, minimums were reduced to 250 
feet. Subsequently, after further systems 
verifications, the FAA lowered the minimums 
to 200 feet (the same as a Category I ILS 
approach) in March of this year. Now RNAV 
approaches with LPV minimums can provide 
ILS-equivalent capabilities with minimum 
navigat ion infrastructure investment. 

Before WAAS, the U.S. did not have the ability 
to provide horizontal and vertical navigation 
for precision approach operations for all 
users at all locations. WAAS will improve 
capacity and safety, and will eventually 
reduce operations costs for the FAA by 
enabling the removal of a portion of existing 
ground-based navigation infrastructure.

According to numbers quoted by AOPA, 
the federal government currently spends 
between $1 million and $1.5 million per 
runway end to install an instrument landing 
system (ILS). By comparison, mapping and 
publishing a new WAAS-based instrument 

approach procedure with vertical guidance 
(WAAS LPV approach) costs about $50,000.

Equipping for the Future
Now that the FAA is implementing LPV 
approaches, existing aircraft owners and 
manufacturers of new aircraft must equip 
their planes to take advantage of the 
advanced capabilities provided by WAAS. 

“WAAS moves us another step closer to 
a satellite-based airspace system,” said 
FAA Administrator Marion C. Blakey. “Less 
reliance on a ground-based infrastructure 
will result in improved safety, including 
enhanced approach and landing operations 
in marginal weather.” The new approaches 
are coming on line at a rate of 300 per year. 

Panel mount WAAS-enabled GPS receivers 
are still relatively new on the market, but should 
be the new standard if you are considering an 
upgrade. Capable hand-held units are also 
now available. And if you are in the market 
for a new aircraft, most with IFR- certified 
glass cockpits are already WAAS equipped.

Are you ready?
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Issues and Answers
How Well Do You Know The PA-46?
by Mary Bryant

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

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

Attending the MMOPA annual convention 
always provides an opportunity to see a large 
number of PA-46 aircraft in one place at one 
time. Convention organizers tell me that about 
150 aircraft were at Colorado Springs for the 
convention this year. This large gaggle of 
birds reminded me of the huge variation and 
proliferation in systems, engines, and avionics 
currently found in our aerial armada. When we 
consider the large number of combinations 
and permutations now available, one can 
easily understand the breadth and depth of 
knowledge required to deal effectively with 
our fleet and its owners from the perspective of 
training, maintenance, sales and operations. 

This month’s column addresses these 
variations. Unless noted otherwise, I have 
tried to include all variations that have a 
significant installed base, whether factory 
original or after market. My apologies if I 
have missed some. Please email me with 
additions to the list at msb7777@aol.com.

Questions 
Concerning the PA46:

1. How many models exist?

2. How many different types 
 of engines?

3. How many different types 
 of propellers?

4. How many different gear systems?

5. How many different flap systems?

6. How many different windshield 
 deicing options?

7. How many back up vacuum systems?

8. How many different autopilots?

9. How many different factory 
 installed GPS?

10. How many different Primary Flight 
 Display configurations?

Answers
1. 4.  The Malibu PA-46-310P; the Malibu 

Mirage PA-46-350P; the Meridian PA-46-
500TP; and the JetProp.

2. 7.  The Continental 520BE and the 
Continental 550C on the Malibu; the 
Lycoming 540 on the Mirage; the PT6-
42 on the Meridian; and the PT6-21, 
-34, and -35 on the JetProp. 

3. 9.  The Hartzell 2 blade; Hartzell 3 blade 
and MT 4 blade on the Malibu; the 
Hartzell 2 blade on the Mirage, which is 
different from the Continental 2 blade; 
the Hartzell 3 blade and MT 4 blade on 
the Mirage; the 4 blade metal on the 
Meridian; and four different 4 bladed 
props on the JetProp - the original 
composite and metal props and later 
the Scimitar and MT composite props.  
There are additional slight variations 
to the above. For instance, the Hartzell 
3 blade uses the same blades but a 
different hub for the Malibu and Mirage. 

4. 3.   The Gar-Kenyon system on early 
Malibus; the Parker Hannifin System 
on later Malibus; and on Mirages and 
the Frisbee system on the Meridian and 
later Mirages.  

5. 2.  The Gar-Kenyon hydraulic flaps 
installed on Malibus 1984-85; and the 
electric flap system used from 1986 
forward for Mirages and Meridians.  A 
new flap indictor for newer Mirage and 
Meridian aircraft has been incorporated. 

6. 7.  No windshield de-ice; the “hot plate” 
used on the Malibu was originally off 
the Aerostar and was later changed 
to a smaller plate; the plastic full pilot 
windshield deice on the original Mirage; 
the original glass full pilot windshield on 
later Mirages and the Meridian heated 
windshield, which is now also used 
on the Mirages.  The original SkyTech 
STC’d windshield was a different 
windshield and may still be installed on 
some aircraft.

7. 7.  The original pilot selectable 
clutch drive pump on the Malibu; 
Ed Wilkinson’s STC’d version; and 
Rex Watkins’s STC’d version of the 
continuously operating pumps for 
the Continental; the Lycoming dual 
operating system; and the ejector 
system for the JetProp.  Chad 
Menne also has a standby system 
available with a field approval for the 
Continentals. The Meridian has dual 
redundant EADI /EHSI fed by separate 
AHRS systems and a standby electric 
attitude gyro powered by an emergency 
battery.  

8. 6.  The KAP 150 was used in a small 
number of early Malibus; the KFC150 
was then used through 1998; the 
KFC225 in 1999; then the S-Tec55 
starting in 2000; the S-Tec550 in the 
Meridian; and currently the S-Tec1500.

9. 4.  The KLN90, and the Garmin 430 and 
530.

10. 6.  The original “6 pack,” King EFIS, 
Sandel, Chelton, Meggitt and Avidyne.

My thanks to the other instructors of MMOPA, 
especially Ron Cox and Tom Deutch, as well 
as Cynthia Mead, Chad Menne and Richard 
Bynum for their assistance with this article.
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by Kevin Mead

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

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

Malibu Maintenance
How I Spent My Summer Vacation

Summer vacations are a time for physical, 
mental, and spiritual rejuvenation. Ideally, 
after ample time spent reclining in a chair 
sipping fruity drinks adorned with paper 
umbrellas, you return to work sporting a new 
outlook, ready to tackle those big projects 
that seemed so daunting before the holiday. 

Authentic Fake Wood Grain
If this is the kind of refreshment and attitude 
improvement you hope to achieve during 
your vacation, I recommend from painful 
personal experience that you spend your 
time somewhere other than wedged up-side-
down in a stifling hot Malibu fuselage, trying 
to make salvaged Mirage interior pieces fit 
into funky-smelling corners. Installing my 
own interior seemed like a fun project going 
in on a wave of optimism. I looked forward 
to a feeling of satisfaction when I no longer 
had to sit on 22-year-old Piper “tweed” seats. 
But after 10 days of this living hell, I was 
tempted to cover the entire fuselage with 
wood-grained contact paper, toss in a couple 
of throw pillows and call it good. Needless 
to say, far from being refreshed, I returned to 
work ready to retire and very close to divorce. 

If you keep your plane for several years or, 
like me, acquire an older plane, you might 
decide to replace or refurbish the interior in 
spite of my dire warnings. Granted, most of 
you will elect not to court insanity as I did by 
replacing your interior pieces with those of an 
entirely different model. But simply recovering 
the interior pieces you currently have can still 
be a daunting process. I wish this were one 
of those articles filled with tips to make your 
interior project short, simple and satisfying. 
But after watching many customers from all 
corners of the country go through interior 
replacements, and after now having completed 
one myself, I fear that I have discovered 
no magic steps to sure success. Time and 
cost overruns are almost inevitable, and lost 
hardware and malfunctioning equipment 
is common. I regret there is little I can say 
to make this process anything less than an 
exercise in frustration, which might, if you 
are lucky, result in an interior that mostly 

satisfies you. Having made that discouraging 
proclamation, there are a few things that 
can be done to ease the process a little. 

Step 1: Choosing the right interior shop
This is, by far, the most crucial part of your 
journey. I feel strongly that you should use a 
shop that has worked with the PA46 before. 
Your maintenance facility and other Malibu 
owners are probably your best source for 
referrals. When talking to other owners, 
be sure to ask about workmanship, cost 
over-runs, and time delays. Find out if any 
problems with the interior came up in the 
months after the installation, and how issues 
were handled. If possible, see an interior 
done by the shop you are considering. 

Step 2: Making your
expectations known
Once you have made your selection based 
on solid referrals, have a serious discussion 
with the prospective shop about timing. You 
must impress upon them how important timely 
completion is to you. Find out what jobs 
will be in front of yours and how long those 
jobs are expected to take. Ask them to be 
honest about their on-time completion track 
record. Even if they have a good timeliness 
record, try not to schedule interior work in 
conjunction with other work or immediately 
preceding or following other work that might 
be time sensitive, like annual inspections. 
Countless customers have had to obtain ferry 
permits to get their plane to me because the 
annual inspection expired while awaiting an 
overdue interior. Try to get the shop to put a 
completion date in writing. But be fair. Do not 
try to pin them to an exact date while pushing 
for a rush job. Simply let them tell you what 
a comfortable completion time is, and insist 
they stick to it. Then block out at least two 
additional weeks on your calendar to allow 
for genuine surprises and unforeseeable 
complications. No matter how good the interior 
shop, you can still expect to devote lots of 
your time to the installation. Keep in contact 
throughout the process, checking in by phone 
for regular progress reports. Toward the end 
of the job, ask if they will meet their deadline. 

Drop by for a look, if possible, bearing in mind 
that things can still look pretty messy and 
unfinished up until the last day of installation. 

You must obtain a solid estimate for the work 
before making a commitment. Be warned that 
cost overruns are routine. But if an overrun will 
absolutely ruin the experience for you, make 
sure they know this up front. Warn them that 
hitting reasonably close to their estimate is 
critical, and that you must be informed along 
the way if unexpected or hidden costs arise. 
But remember, this is an airplane. Resign 
yourself to paying more for the job than you 
expect. And remember that there are costs, 
such as freight, that are difficult to estimate 
but can really add up. Play it safe and build 
overruns into your budget from the beginning. 

Step 3: Choosing the materials
When the time comes to choose materials, ask 
to see plenty of fabric and carpet samples. You 
best not be too committed to one particular 
color or pattern going in, because invariably, 
the 700 samples you see will be nothing 
but distant cousins to your original idea. As 
my wife can attest from keen observation, 
stamping your feet and insisting you have 
seen that very color or pattern countless 
times in other planes will not make the 
material magically appear in the sample book. 

Do not despair, though, because quality 
shops will often have folks prepared to offer 
excellent advice on color matching, durability, 
and appropriateness of materials. Upholstery 
people accustomed to working with high end 
aircraft usually know what looks good in an 
airplane, and can politely steer you away 
from misguided or idiosyncratic choices. If, 
like me, you were born without the gene for 
good taste, professional advice on patterns, 
colors, and textures may mean the difference 
between an interior that looks like a classy 
business jet and one that looks like a cruise 
ship casino. Of course, make sure the shop 
knows from the beginning that all materials 
must conform to all FAA regulations, and 
have proper supporting documentation. 
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Step 4: Evaluating your 
interior on pick-up
When the long-awaited day finally arrives, 
spend some time looking things over. Make 
sure all seatbacks work properly, armrests 
are correctly adjusted, and all hardware is 
installed. Are the seatbelts in the proper 
position? Is the new carpet obstructing the 
oxygen drawer? Confirm that the air vents blow 
air and that the interior lights work. A static leak 
check is also not a bad idea: a hole might have 
been accidentally drilled through a static line 
or the plastic drain valve trim panel could be 
catching the valve. Try to fly out VFR if possible. 

If everything looks good, closely examine 
the aircraft records. Make sure a logbook 
entry has been made, and that all burn 
certification paperwork has been placed 
in the aircraft’s records. Verify that your 
required placards, registration documents and 
airworthiness certificates are in the plane. Also 
be aware that weight and balance changes 
resulting from interior work can be difficult to 
determine, making this an ideal time to start 
from scratch and have your plane weighed. 

Miscellaneous tips
I recommend carpets be surged instead of 
bound. I think surging looks better and is more 
durable; binding can come loose over time. 

In my interior, I had vinyl pieces sewed 
onto the carpet in high wear places, such 
as crew foot positions, and over the spar. 

I also had Velcro sewed on rather than glued to 
the carpet. Be careful to ensure that stitching 
will not be visible from the top side of the carpet. 

This is an ideal time to have shoulder 
ha rnesses  rewebbed ,  bu t  I  wou ld 
caution against using light colored belts. 
Passengers and careless maintenance 
personnel frequently find them under foot.

Your nose baggage carpet should not 
be neglected. Some interior shops may 
not replace this carpet automatically 
w i t h o u t  s p e c i f i c  i n s t r u c t i o n s . 

Amenities to Consider
While the aircraft is down and interior gutted, you 
may want to upgrade some creature comforts:

• extra thermal insulation 
 and soundproofing
• cup holders
• inner pane windows
• floor mats
• crew seat headrests
• cabinet refinishing
• new or repainted interior plastic pieces
• pockets sewn into seats or sidewalls
• crew seat big and tall conversions
• vinyl, snap-on carpet covers

Finally, give the bare plane a good once 
over. Complying with Piper’s recommended 
seven year fuselage corrosion inspection 
is more economical when the interior is 
already out. The area below the floorboards 
should a lso be thoroughly  c leaned 
to remove accumulations of old glue. 
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by 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.

Simulator Training
The Ice Cold Killer

Learning to fly as a native Floridian in warm 
latitudes, ice was never a serious consideration 
for me, in theory or practice. Fortunately, my 
father sensed my lack of concern for this 
atmospheric phenomenon, and instilled in me 
a proper level of respect. I was appropriately 
frightened by an encounter that almost 
killed him on a night cross-country flight: 

Dad was flying an Army Air Corps Waco when 
he started icing up in the clouds at night. The 
aircraft became heavy and hard to control. He 
knew from his limited training that he could not 
maintain altitude without stalling. He descended 
through the clouds into the night to what he 
thought would be his ultimate demise. He broke 
out a few hundred feet above a river valley; he 
continued flying until he was in ground effect 
just above the water. There, above the warm 
river water, the ice started to melt and break off. 
Dad was then able to nurse the thawing Waco 
to the nearest aerodrome for a safe landing. 

Pretty incredible story, but true! After hearing 
about that adventure, I learned two valuable 
lessons: 1) never give up - continue flying 
the airplane, no matter what; and 2) fully 
understand and never underestimate the 
extreme dangers of flight in icing conditions. 

Unlike my dear old dad’s Waco, most cabin-
class aircraft of today are tested and certified 
for known icing conditions. These airplanes go 
through extensive certification to demonstrate 
that the installed equipment that can keep 
exposed critical surfaces and sensors from 
icing (anti-ice) and can remove ice from 
critical surfaces (de-ice). This certification 
allows us to battle light- to moderate-level 
icing. No aircraft that I know if is certified or 
approved to knowingly fly into severe icing 
conditions. Most aircraft that are certified 
for known icing also have specific speed 
ranges, with precisely defined minimum and 
maximum icing speeds. They may also have 
very specific temperature ranges for activating 
anti-ice components. The numbers, which 
vary between different aircraft, are always 
published in the Pilot’s Operating Handbook 
(POH) or Aircraft Flight Manual (AFM). 

In-flight icing can be a cold killer to aircraft in 
all regimes of flight, including takeoff, descent, 

holding, and approach and landing. The best 
preparation for battling icing conditions is to 
learn to avoid them. When avoidance is not an 
option, know that all of your components are 
working properly before you begin your flight. 
Really, when was the last time you completed 
a thorough operations check of your wing and 
propeller de-ice equipment? Here at SimCom 
we review all of the preflight operations for 
your de-icing and anti-icing equipment in 
the simulator and /or aircraft. In the simulator 
we can actually fail components to help you 
recognize what is or is not normal. Another 
great advantage with simulator training is 
that we are able to simulate in-flight icing 
scenarios safely and realistically. Believe 
me, when you have felt the way an aircraft 
handles with a load of ice, you will appreciate 
the deep desire I have to avoid the stuff. 

Sometimes the best preparation and weather 
briefings cannot keep you from unexpected 
in-flight icing. You must know how to deal with 
ice even with the best intentions of avoidance. 
At the MMOPA convention in Colorado, Jeff 
Schweitzer and I were casually discussing the 
topic of aircraft icing. Jeff related a nearly-fatal 
encounter in a Seneca II with unforecasted 
in-flight icing (he published the story in Flying 
magazine). He loaded up with rime ice so 
fast, accumulating several inches in just a 
few minutes, that he was forced to make 
an emergency landing in a snow storm at 
the nearest airport in the mountains of West 
Virginia. To stay in the air, he made only small 
pitch and bank changes. He did not change the 
aircrafts configuration at all – no gear and no 
flaps. He intended to make a gear up landing, 
rather than risk stalling. But he finally did lower 
the gear when he was over the numbers, and 
they locked just prior to touchdown. At that 
point he said the aircraft stopped flying as 
soon as he touched down, like driving a truck. 
Icing was not forecast for his planned route.

In the early years of my career I flew for a 
corporation. Getting ready to depart out of 
Hickory, N.C. one morning, I noticed during 
pre-flight a thick layer of frost on the wings. 
Confident of my knowledge, but not of my 
employment, I informed the owners of the 
aircraft that we could not depart until my 
wing surfaces were clear of ice. Their red 

faces and stammering were troubling signs 
of my pending unemployment. Criticized for 
my decision, I was told there was not enough 
ice on the wings to warrant my decision. 
Remembering dad’s story, I held my ground 
until the ice dissipated. We departed a couple 
hours later, much to their annoyance. A few 
days later Palm 90 (Air Florida) was all over 
the news after crashing into the Potomac 
River in Washington, D.C. on January 13, 
1982. The cause was airframe icing. Needless 
to say the corporate owners of our flight 
department were extremely apologetic 
regarding the berating I received for not 
flying with ice on my wings. We always learn 
something from accidents and incidents; 
review them for edification and to recognize 
dangerous scenarios you might encounter.

To  b e c o m e  a s  k n o w l e d g e a b l e  a s 
possible with this Ice Cold Killer, visit the 
following sites, all of which are valuable 
resources. Look into this stuff and stay 
current. Winter is just around the corner.

NASA In-Flight Icing Training for Pilots
An awesome collection of icing videos 
and CD-ROM computer-based training. 
Go to the website below for your own copy.
http://icebox.grc.nasa.gov/ext 

AOPA Air Safety Foundation
Anti-Ice resources for pilots. 
http://www.aopa.org/asf/ 
Browse by subject: weather: icing. 

FAA Website
www.faa.gov/ 
Search: (in-flight icing) you will get a plethora 
of information about aircraft in-flight icing.

Icing is a subject requiring constant vigilance, 
and an ever-present need to refresh our 
education and training on a routine basis. I know 
that there is a certain vaporous chill that goes 
through me when I read about past accidents. 
I feel a responsibility to pass on whatever 
resources are available to help any pilot avoid 
becoming the next statistic to the Ice Cold Killer. 

http://icebox.grc.nasa.gov/ext
http://www.aopa.org/asf/
http://www.faa.gov/
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AIRCRAFT TRAINING SERVICES, LLC.

Tom Deutsch Certified Flight Instructor since 1972 (34 years)
Owner/Instructor Over 18 years flying and teaching in PA-46 s

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

MALIBU, MIRAGE JETPROP 
& MERIDAN

TRAINING

Insurance Approved

INITIAL & REFRESHER COURSES 

(913) 441-7820 • (913) 908-7752
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Notes From M•MOPA Headquarters 
by Russ Caauwe, Executive Director

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

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

New Members
 Robert Rollins
 N460TM
 Cape Girardeau, MO
Robert has over 800 hours and holds a 
Private license with Instrument and Multi 
ratings.  He has a Malibu. 

 Vince Anido
 N41518
 Corona del Mar, CA
Vince has a Mirage.  He has over 450 hours 
and holds a Private license with Instrument 
and Multi ratings.

 Graham Johnson
 N352CM
 Nyon, Switzerland
Graham has a JetProp.  He is a 
Moneybroker with Continental Capital 
Markets SA.

 Barbara Keller
 N456BK
 Merritt Island, FL
Barbara is a Realtor.  She has over 3100 
hours and holds a Private license and an 
Instrument rating.

 Jack Cantrell
 N409CP
 St. Simons Island, GA
Jack is a Real Estate Developer.  He has a 
Mirage and has over 3000 hours.  He holds 
a Private license with SEL and Instrument 
ratings.

 Jason Talley
 N717BL
 Lenexa, KS
Jason is a partner with Tom Cray in 
ownership of a Malibu.  Jason has over 1500 
hours and holds a Commercial license with 
Instrument, MEL and Rotorcraft ratings.

 Rich Krause
 N55WH
 Phoenix, AZ
Rich has a Mirage.  He has over 1250 hours 
and holds a Commercial license with MEL 
and Instrument ratings.

 Frank O’Dea
 CF-NTM
 Ottawa, Ontario, Canada
Frank has a JetProp.  He has over 1500 
hours and has a Commercial license with 
Multi and Instrument ratings.

 William Wood
 N67BW
 Birmingham, AL
William has a Meridian.  He holds a 
Commercial license with the following: 
Instrument, Multi, CFI CFII.  He has over 
2100 hours.

 Jon Callaghan
 Palo Alto, CA
John has a Bonanza and is considering 
a Malibu.  He has 650 hours and holds a 
Private license with an Instrument rating.

 
 Jack Alexander
 N43605
 Cape Coral, FL
Jack is an Insurance Agent.  He has over 
2900 hours and holds Pvt, Comm, Multi, 
SES and Instrument ratings.

 Stephen Tucker
 Clarkston, WA
No information available.

 Monty V. Chicola
 N657MC
 Alexandria, LA
Monty has a new Mirage.  He has over 1500 
hours and holds SEL MEL and IFR ratings.  
He is President of a Software Development 
company.

 Joe Smith
 Tyler, TX
Joe’s company is Penco Oil.  He holds a 
Private license with MEL and Instrument 
ratings.

 Walter Hixson
 Magnolia, AR
Walter’s company is Hixson Lumber.  He 
holds SEL and Instrument ratings.

 Jamie Vins
 C-GVJV
 Bradford, Ontario
Jamie has a Meridian.  He holds a Private 
license with Multi and Instrument ratings.

 
 Tom Eberhardt
 N9103N
 Aitkin, MN
Tom holds IFR and Glider ratings.  His 
company is Teemark Corp.  He has a 
Malibu.

 Peter Leach
 Hoboken, NJ
Peter holds a Private license and has an 
Instrument rating.

 John LaCourt
 N111NM
 Gwinn, MI
John has a Malibu.  He holds a Private 
license with an instrument rating.

 Wesley Oliphant
 N146ST
 Palm Desert, CA
Wesley has a Mirage.  He holds SEL and 
Instrument ratings. His company is Desert 
Moon Development.
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 Greg Garvis
 Cherry Hills, CO
Greg holds a Private license and 
Instrument, Multi and SEL ratings.

 Don Dubin
 Baonall, CA
Don has a Private License with an 
Instrument rating.

 Mark Woglom
 Gilford, NH
No information available.

 Doug Stewart
 Columbus, OH
Doug holds a Private license with an 
Instrument rating.

 Jack McClelland
 N19CX
 Edinburg, TX
Jack has a Meridian.  He holds a Private 
license with SEL and Instrument ratings.

 Fred Teutenberg
 Niceville, FL
Fred holds a Private license with SEL and 
Instrument ratings.

 Ruel (Skip) Short
 Los Angeles, CA
Skip holds an ATP rating.  No other 
information available.

 Gail Mathers
 Clarkston, WA
Gail’s company is M A DeAtley Contruction.  

 Chad Collins
 N117KR
 Scottsdale, AZ
Chad has a Mirage.  He holds a Private 
License with an Instrument rating.  

 Mark Millar
 Cottonwood, AZ
No information available.

 
 Paul Akers
 N14EV
 Bellingham, WA
Paul has a JetProp.  He holds an 
Instrument rating.

 Kim Shademan
 N46TD
 Bellevue, WA
Kim’s company is Shademan & 
Associates, Inc.  He has a Mirage.

 Jim Hillegass
 Minneapolis, MN
Jim’s company is J. River, Inc.  He has a 
Private license and holds an Instrument rating.

 John Allen
 N621CA
 Corpus Christi, TX
John has a Mirage.  He holds SEL MEL 
and Instrument ratings.

 Gregory Mead
 N333GC
 Westlake, OH
Greg has a new Mirage.  He holds a 
Commercial license with ASEL and 
Instrument ratings.

 Joey Franco
 N54199
 McAllen, TX
Joey has a Meridian.  He has over 650 
hours and holds a Commercial license with 
Instrument and MEL ratings.
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Coats Corner 

by Dave Coats, M.D.

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 beame 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 prviate 
practice in Tyler, Texas, where he currently lives with his wife Emily, he traded his Cessna 180 for a Twin 
Comache, 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.

Congratulations and Criticisms on the Convention:
A Little History and Suggestions, Naturally

Editor’s Note: I present here Dave’s article 
unedited by me. I disagree with some of 
what Dave says here, and with the way he 
characterizes some events, which is perhaps 
nothing but a sign of healthy debate. However, 
I found that during the editing process I 
was inadvertently influencing content. So 
rather than risk imposing my views on his, I 
am taking the safe route and printing this in 
its original form. Typically I edit to achieve 
uniformity in quality and clarity while allowing 
the author’s own style to come through. 
What you see here is the raw input from the 
author with no sign of the editor’s hand.

Congratulations
Thanks to Doug Leet and the other board 
members for stepping in and taking on 
the academic program that Jonathan Sisk, 
Richard Bynum and I turned over to them when 
we received a vote of no-confidence from the 
MMOPA board reference the disinvitation of 
Van Raburn this past spring. Other than the 
change of the speaker for the Hyman Memorial 
Lecture, and the canceling of Tim Elliot from 
Legend Aircraft, Doug Leet kept the program 
pretty much exactly as we had organized and 
I must say that we are very happy that it was 
such an outstanding academic program. I 
was particularly gratified that Doug was able 
to complete what we had asked the folks at 
Advanced Pilots Seminars (APS) to provide 
– that is, a mini-Seminar of the Advanced 
Pilots Seminar course. Dr. Atkinson did this in 
an outstanding manner. Having taken the APS 
course in Ada, Oklahoma, I can assure all that 
attended the session by Dr. Atkinson that this 
was beautifully accomplished. The introduction 
where he covered the history of why Piper 
chose the LYC for the Mirage and how it 
related to the problems with the TSIO-520BE 
engine- was really informative! More on this 
later. Again, thanks Doug. I understand that Dr. 
Atkinson may well contribute to this magazine 
an article on engine management- that will be 
a real asset to the entire piston membership. 

Criticisms
Now, as to the issue of independence from 
Piper etc. I was very disappointed that I 
was not invited to the podium to present my 
concerns and the basis of these concerns at 

the membership meeting. The membership 
meeting did not include this issue until the 
very end of the meeting and then it really was 
short-changed, both in time and content, and 
the presentation by President Yankaskas, 
Doug Leet and members of the current board 
certainly failed to include both sides of the 
issue. Several members expressed support 
for the boards position and the disinvitation of 
Vern Raburn and I can certainly understand this 
support, particularly in light of the presentation 
by the board members, and the outstanding 
“infomercial” at the manufacturers address 
by the Honda representative. Mr. Bass also 
gave an outstanding presentation. However, 
I could not help but note that most of those 
supporting the board’s position on this issue 
are relatively newer members and owners and 
also owner’s of aircraft that are still in warranty- 
again, this certainly provides an understanding 
of their positions based on their experience 
to date with Piper. Piper has definitely done 
a better job with warranty issues the last few 
years. That said, their support of the older 
models definitely leaves a lot to be desired. 
Also, many think that we should emulate the 
other OPA’s (owner pilot associations)– to this 
concept I would strongly disagree and point 
out that all of the other OPAs envy our success 
and having been a member of several other 
OPAs- ours has historically been the most 
independent and not tied to the apron strings 
of the manufacture, as are many of the other 
OPAs. This independence has been one of our 
hallmarks that has allowed us to really be of 
value to the members. I would remind you of 
the spar attach bracket issue – without MMOPA 
and its independent status at that time, I don’t 
think Piper would have ever come up to the 
plate. This is just one major example. There are 
many others. Don’t forget that we organized 
to begin with because of Piper’s incomplete 
support for this aircraft and the owner/pilots. 

After talking to some of these “supporters” and 
informing them of more details and history, 
their opinions were not quite so supportive 
of the Board’s decision. So, this issue is 
still somewhat unresolved. That is probably 
in our best interest. Each member needs, 
from time to time, to appraise and advise the 
various board members of their concerns 
on this issue of independence from Piper.

Let us keep reminding Piper that an airplane 
is often a long term investment and long 
term support is needed. They have yet to 
recognize this. Only if their future sales are 
jeopardized by bad publicity and experiences 
etc. will they recognize the need for change. 
Let us help them in this manner. We have the 
strength to do this – but not with our current 
“cozy relationship”. Now, when they show 
proper response to our needs we should 
very definitely congratulate them and be true 
advocates for them - for example the fuel cap 
change last year. A small but definite step in 
the right direction. But right now if you have 
major damage to a major part of your airplane 
such as an aileron, wing, rudder, etc. – you 
are going to be AOG for a loooong time, and 
at this time I don’t think you will be impressed 
with Piper’s process of parts availability etc.. 
Ask me how I know? Ask any mechanic 
that has to deal with Piper’s parts situation.

The talk by Mr. Bass was encouraging. As I 
informed Mr. Bass later in the day, I may have 
somewhat miss-judged him. I did advise him 
that I was disappointed in the demand letter 
he sent to the Board and of course was even 
more disappointed and saddened in our 
Board’s response. That said, I wished him 
well in his endeavors at Piper and sincerely 
hope he is able to accomplish one of his 
stated missions soon. That is, change the 
corporate culture that currently exists and has 
existed for some time at Piper. He was very 
cordial during this discussion and certainly 
diplomatic. There appears, however, to date, 
no major changes referencing that issue. 

The introduction of the Honda Jet was exciting 
– and the very fact that the Manufacturers 
address was predominantly a “major 
infomercial” on the Honda Jet certainly 
explains why Piper was so concerned about 
Mr. Raburn as the selected speaker. Too bad 
Piper could not have been up front with Jim 
Yankaskas and the board earlier on in the 
spring before the decision to invite Mr. Raburn 
had been run by members of the board etc.. 
This entire issue of “independence from Piper” 
would never have surfaced. For now it remains 
a major irritant and a divisive issue within the 
membership as well as with Piper and this 
will probably continue, unless of course, the 
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board clearly articulates the relationship for 
the future with Piper and any other vendor; 
or Piper demonstrates a completely different 
approach reference some of the decisions 
that have only recently been made. This also 
needs to be crafted in such a manner that it 
truly reflects the interests of the majority of the 
membership of the owners and operators and 
not just the membership that consists of new 
owners whose aircraft are still under warranty. 

A Little History – 
A Photo – Suggestions:
Now, for all those members that have an 
original PA-46 Malibu (Continental powered) or 
the almost original Mirage(LYC powered), the 
mini-Seminar by Dr. Walter Atkinson was really 
quite comprehensive. From my experiences 
starting back in 1969 when I installed the 
“original” general aviation engine monitor 
made by Alcor in my Cessna 180 to my current 
JPI 800 with the Jonathan Sisk enhancements 
I feel competent to offer some “advice”. On my 
Cessna 180 the Alcor instrument allowed me 
to vary carb heat and improve fuel distribution 
in the old O-470 engine. I could actually see 
it. I was “hooked” on this simple concept of 
monitoring EGT, even on an old Continental 
0-470.Then GEM came along and offered a far 
superior product that also measured CHT, TIT 
etc. It was accurate, and it was fast. I had one 
for each engine in my Twin Comanche and 
with it I was able to advise the mechanic which 
plug or injector was causing me problems 
– this feature alone more than paid for the 
instruments. Now, when I bought my Malibu, 
it only had the Piper installed single probe 
for TIT and CHT. And that was to me simply 
inadequate. I installed a GEM before I even 
completed my insurance required dual on this 
airplane. When Jonathan Sisk introduced his 
JPI –800 for the fleet, I had to have it. It is a 
significant improvement over the GEM in my 
opinion. Two TIT readouts and both probes 
are the same kind – no longer necessary 
to have the Piper product. It already has 
paid for itself. (I had a small rash of plugged 
injectors – bad fuel? Etc. – each time promptly 
recognized by the patterns on the JPI) 

In 1983/84 at NBAA in Dallas I witnessed the 
first unveiling of the PA-46 Malibu. Wow! The 
Mooney and P-210 killer without a doubt. 
Mooney dropped their pressurized aircraft 
development and Cessna quit making P-
210s very shortly thereafter. I fell in love with 
this machine. But, there was simply no way 
at that time that I could afford one. So, like 
an art connoisseur who lusts after a piece of 
art he can’t afford; I had to find something 
wrong with this airplane. I finally found it. I 
commented to the gentleman representing 
Piper at NBAA – Mr. Griswold- that it did not 
have an engine analyzer. He said emphatically, 
“You don’t need it!” Well, many years later I 
came to know and really respect Mr. Griswold, 

even though he was certainly wrong on 
this issue. As president of MMOPA during 
the convention in San Antonio when Mr. 
Griswold was our Hyman Memorial speaker 
it was truly my privilege to introduce him. 
After reciting his biography etc. I related the 
story of the engine analyzer discussion at the 
NBAA in Dallas and then added, that great 
engineers are like good surgeons; they may 
be wrong, but they are rarely in doubt! Mr. 
Griswold gave one of the truly great Hyman 
Memorial lectures that day and admitted 
that the lack of a good engine analyzer was 
a mistake. I might point out that he was no 
longer an employee of Piper at that time. 
 
So, for all the piston PA-46 operators, let me 
strongly recommend that you sign up for the 
APS course on the internet. It is no longer 
available live in Ada. But this is probably a 
real advantage. It costs about half of the live 
course and you can take it at home over a 
45 day period. You will need a broadband 
connection. If you are one of the few folks 
that does not have an engine analyzer in 
your Pa-46 then I would like to paraphrase 
that famous west Texas oil man Eddy Chiles 
who used to say that if you didn’t have an 
oil well, well then go out an “Buy One!”

Dr. Atkinson reviewed the history of the TSIO-
520 problems in the early fleet when they 
were inadequately instrumented. At that time 
Mr. Collins of Flying Magazine commented on 
the fact that the engine ran better ROP. Well, 
he was simply ignorant of this engine’s design 
and why it was too be operated LOP. Still, as 
a respected writer and pilot, he was influential 
and this comment did not help the PA-46 in this 
respect. Mr. Collins basically failed to follow 
one of Dr. Atkinson’s recommendations – show 
me the data – opinions really don’t count in this 
area. Also, Piper could certainly be faulted in 
that the training was inadequate; certainly as 
far as engine management was concerned. 
This whole scenario invites the question: 
What if? What if Piper had trained all owner/
operators how to truly operate the engine LOP 
and had properly instrumented these engines? 
What if Piper had had a better relationship 
with Continental at that time? When I bought 
N4388M at about 500 hours all of the cylinders 
required replacement. The issue of heating 
was finally solved, at least for the most part. 
We now have the proper instrumentation 
available as an aftermarket product and the 
training is now available via APS. So, once 
again, MMOPA has really provided a service 
to its members. Also, don’t forget the role 
of RAM in Waco as well as VanKestern in 
Florida and more recently Jonathan Sisk in 
Kentucky in solving some of these problems. 
Many other vendors have been of assistance 
in these arenas. Of course the folks at GAMI 
have really provided the intellectual knowledge 
base to really operate these engines properly.

If you have taken the APS course in Ada and 
want to repeat the course on line you get a 
discount. If you’ve not taken the course, I 
can’t think of a better way to really come to 
understand the gasoline engine and with this 
understanding really be able to fly your PA-46, 
not just as a pilot, but you will be operating the 
engine as well as any airline flight engineer.

T h e  w e b  a d d r e s s  f o r  A P S  i s : 
http://www.advancedpilot.com/course.html
Click on this and sign up for the APS course. 

Now to return to the issue of independence 
from Piper, and this applies to any vendor. 
Our conventions, our web site, our magazine, 
our Safety Foundation, and our ability to seek 
out any information and service that helps our 
membership should not be compromised 
by any “relationship” with any vendor. 

So, as a member, let your voice be heard 
through the board. As Doug Leet and Jim 
Yankaskas stated in the last issue. Your board 
is listening. But, they can only be expected to 
act in the best interest of the MMOPA as they 
see fit based on their own experiences and 
knowledge base and this must come from 
the membership as well– so help them out- I 
really believe they need it - and don’t forget, 
they must be representative of the majority 
and at this point in time – they may well have 
represented the “majority”. That is not my 
impression, but without your voice of dissent, 
I fear that future decisions will unfortunately 
go down this same path. That is the primary 
reason for continuing the criticism on this issue. 
Certainly if you feel that they have acted in our 
best interest, then you should also so advise. 

Personal Historical Footnote: In discussing the 
comments by Mr. Collins I was reminded of a 
similar situation 60 years ago. My dad wrote 
a major article on crosswind landings that he 
had developed for the Navy during WW2. The 
current Mr. Collin’s dad was at that time the 
editor of the magazine “Air Facts” – a major 
aviation publication of the times. My Dad’s 
article was published in this magazine (1946-
1947)and at that time Mr. Collins (L. Collin’s 
dad) expressed a similar opinion (under the 
editors comment section)– not based on 
facts, but rather his opinion about why it was 
unnecessary to understand the forces acting 
on an aircraft during a crosswind landing, 
and simply hold it straight down the runway. 
A technique guaranteed to ground loop a 
conventional gear airplane under the proper 
circumstances. Just like ROP- when you should 
be LOP. That said, we all owe a lot to the Collins 
family for their excellence in aviation writing. 
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by Doug Pendleton

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

Meridian!

The first installment of this new column focused 
on me individually. My wife thought I went 
overboard, bringing this to my attention with the 
highest degree of diplomacy… my apologies. 
However, the time is now here to place the 
emphasis back on the Meridian, as appropriate.

When Jeff Schweitzer and I were discussing 
the best way to start off the new column, he 
suggested that we have a new cover shot 
featuring a Meridian for the kick-off issue. I 
thought this was a great idea, and so did my boss 
John Hunt, so we volunteered SouthEast Piper 
for the job. You saw the result in the last issue.

We wanted something fresh and never 
before been seen, not simply an existing 
file photo of a Meridian. I was fortunate 
enough to have a new 2006 Avidyne Meridian 
available in our hangar here in Atlanta. 
We also had the perfect photo platform, a 
new Symphony SA-160, certified to fly with 
the doors removed, which is perfect when 
combined with the high wing configuration.

Our plan called for me to fly the Avidyne 
Meridian from Atlanta down to Tallahassee, 
where we would gather the staff and resources 
to set up the photo shoot over the Gulf Coast 
area. Fellow MMOPA member Jeff Vickers 
would be flying the Symphony while my good 
friend Clay Hammond would be snapping 
the pictures. We also took some pictures 
with fellow MMOPA member and SouthEast 
Piper CEO Mac Langston flying a Super 
Cub in formation with the Symphony and the 
Meridian; this was really cool stuff indeed! 

The day of the shoot we had the usual early 
morning fog in Georgia, plus the same at TLH. 
The forecast called for conditions to be rapidly 
improving before my arrival, so I prepared 
for the relatively brief 180 nautical mile flight, 
which normally only consumes 45-50 minutes 
in a Meridian. Coming out of Atlanta Bravo 
airspace, I generally find that ATC will restrict 
my climb until I am nearly abeam Columbus, 
Georgia, near Fort Benning, where they will 
finally allow me to climb to a final cruising 
altitude. As a result, I generally do not file 
as high of an altitude flying south to TLH as 
I do flying north for the return leg to Atlanta. 

Speaking of selecting an altitude, here is a 
handy rule of thumb for the Meridian that I 
find works well: use an altitude that equates 
to 10% of the distance flown, up to the service 
ceiling. Thus for a 180 nm trip I will generally 
file for FL180. However, with the initial climb 
restrictions expected on this trip I filed for fifteen 
thousand feet. While the aircraft is certainly 
capable of more rapid climbs when necessary, 
this is comfortable, especially for your 

passengers. The Meridian gives up very little in 
climb rate from 145 KIAS to 160 KTAS, but the 
downrange progress is increased significantly.

The surface conditions at Peachtree Cities 
Falcon Field that morning consisted of 
fog, with sky obscured and an RVR of 
about 1500 feet. How comforting to fly 
behind an engine with the reputation of the 
PT6A-42A; this would be a terrible time to 
have power reliability issues after take-off.

I advanced the torque and watched as 
the big prop blades pulled even more 
moisture out of the air, further degrading my 
visibility. The aircraft accelerated briskly as I 
rotated and proceeded to commit aviation.

Flying the Avidyne system under these 
conditions is truly a marvel to behold. The 
artificial horizon covers the full 10” width of 
both pilot and copilot PFDs. The presentation 
becomes more of a synthetic vision than 
an indication of attitude. I say this primarily 
because of the situational awareness the 
pilot receives even from peripheral vision. 
This is certainly not like having to focus on 
a “T” pattern instrument scan as in the old 
days, or even when using the first generation 
glass PFD in the 2001-2005 Meridians. I 
made the trip southbound at 15000 feet, 
which is a low for the Meridian, but still saw a 
TAS of 240 knots, indicating 185. The plane 
had plenty more power on tap had I really 
wanted to achieve every knot possible, but 
I generally prefer to give up a few knots 
to be sure that I do not bump the redline 
and activate the over-speed annunciator.

I rapidly approached TLH and the picked up 
the ATIS. Instead of the improved conditions 
forecast for my arrival, the conditions had 
actually deteriorated due to morning fog.  
The visibility was reported as less than ¼ 
mile in fog with 100’ overcast. The tops 
were only a few hundred feet above the 
surface with clear skies above, so I knew 
the conditions would improve rapidly once 
the fog began to burn off.  The controller 
asked my intentions, and I requested the ILS 
for runway 27. I fully expected to execute a 
missed approach, but hoped that I could pick 
up the approach lights before going missed. I 

always prefer a good cup of coffee as opposed 
to flying a hold. I soon had the java in hand: 
I spotted the approach lighting just at DH.

Once on the ground, our crew gathered for 
our mission briefing for the formation photo 
flight as the fog burned away. While I have 
done some formation flying, this was the first 
time I formed up with aircraft of such different 
performance levels. The Symphony was good 
for an indicated airspeed of 100 knots, but 
we also formed a flight of three with Mac and 
his Cub. This limited our speed to about 85 
knots, and Mac was really pushing his Cub 
to get to that screaming speed. While the 
Meridian has terrific slow flight characteristics, 
we did not want the look of slow flight in 
the pictures. I flew with the gear up and the 
flaps at 10 degrees. This worked reasonably 
well as the Symphony photographed the 
Meridian and the Cub together. We then took 
some shots of each aircraft separately, which 
ultimately provided last months cover photo.

After the photo mission, we returned to 
Atlanta for lunch. I flew the return leg at FL 
190, which gave me a little over 250 TAS at 
cruise for the short trip back to Peachtree City. 
While departures from TLH are generally not 
restricted in initial climb altitudes, flying into 
Atlanta over 11000 feet will guarantee being 
placed on an arrival.  In this case coming 
from the south, I was given the TRBOW 
SEVEN arrival. Normally, this would require 
diverting well north of my destination, but 
ATC is generally accommodating for turbine 
aircraft, largely because they recognize we 
can come down in a real hurry if need be. 
Shortly after I passed the Macon fix, I was 
given a lower altitude with permission to turn 
direct to destination after my initial descent.  
One of my favorite features of the MAGIC 
1500 autopilot is the airspeed select mode. 
I selected airspeed to hold along with my 
target altitude, and then simply controlled 
the sink rate with the power lever. Amazing.

As I  arr ived at FFC, several trainers 
were in the pattern. No problem for the 
Meridian, especially when you don’t care 
if you look slow.  This is a rough job, but 
somebody has to assume the burden.   
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MMOPA ANNUAL 
CONVENTION:

SWEET SIXTEEN
by MMOPA Staff and Member Volunteers
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Crystalline skies engulfed the majestic 
Rocky Mountains in a sea of blue as we 
welcomed a record number of attendees 
and airplanes to Colorado Springs for 
the sixteenth MMOPA annual convention. 

The weather could not have been better as the 
airport awoke to a beehive of activity on the 
crisp morning of first day arrivals. Personnel 
guided 150 aircraft to the expansive tie-down 
area; nearly 500 people were transported to 
the luxurious Broadmoor just a short ride away. 
The convention smashed all previous records, 
as well it should have, given the perfect 
location, venue, academic program and, of 
course, the prize-winning pre-convention 
article in the magazine. MMOPA staff and the 
Colorado Jet Center harmonized the process 
to the point of making everything look easy. 
Rental cars were pulled up alongside planes 
immediately after shutdown, fuel orders were 
taken, bags were transferred and buses made 
ready. The operation was nearly flawless, like 
a finely performed Tango. We are not being 
Pollyannaish: the airport dance was perfectly 
executed in spite of our vast numbers. 

Jim Bass, Piper and the Future
The Broadmoor provided an idyllic backdrop 
to what proved to be a convention full 
of exciting surprises. The first of those 
shockers was revealed by Jim Bass, 
CEO and President of Piper Aircraft, Inc. 

Jim introduced himself to MMOPA by providing 
a summary of his background, including his 
experience at Sony Corporation. He first 
emphasized his lessons learned from Sony’s 
approach to supply chain management, design 
excellence, quality and cycle time reduction in 
the art of manufacturing. Jim’s division at 
Sony, in charge of starting up the largest TV 
plant in the world, including production of all 
the monitors used by the FAA in flight control 
towers, went from last to first place within 7 
years, grabbing a bigger share of that market 
than ever before achieved, either by Sony or 
any competitor. After his success with Sony, 
Jim went on to Suntron Corporation, where 
his division was responsible for building 
ground proximity sensors, collision avoidance 
systems and flight computers for Boeing 
and Airbus. From Suntron, Jim moved to 
Piper; the Colorado Springs convention 
marked Jim’s one-year anniversary there.

Jim’s presentation was a refreshingly honest 
look at Piper’s strengths and weaknesses, and 
his clear vision for the future. He articulated 
clearly his three highest priorities, in order 
of importance: his employees, customers 
and investors. Jim passionately described 
Piper’s long heritage, and the need to build 
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on a brand with a 70-year history. That legacy 
includes the certification of 186 different 
models and the production of 144,000 
aircraft, many still flying in every corner of the 
globe. This fleet is serviced by more than 40 
dealerships and 65 service centers worldwide.

As evidence of Jim’s early success in focusing 
on his number one priority, the employees 
at Piper voted this March to decertify the 
International Association of Machinists and 
Aerospace Workers Union, the first time in 
history that the Union has been decertified in 
the first term of its contract. This momentous 
occasion was considered by all to be a 
major first step in bringing Piper back from 
the brink by ensuring that employees 
and management are working effectively 
together rather than at cross purposes.

In 2005, Piper built 233 aircraft, a significant 
increase over 2004, during which 183 aircraft 
were manufactured. Piper’s revenue has 
been growing nearly 20% per year within the 
last three years, and the company is again 
projecting another 20% increase in sales this 
year. In addition, Piper is now more than 1000 
employees strong, and is still hiring at a good clip.

While all of that history set the tone, the real 
focus of Jim’s presentation was on the future. 
Piper had recently completed a comprehensive 
market survey of customers, trade associations, 
such as MMOPA, and Piper dealers and 
suppliers; the survey also polled Piper’s 
competition, pilots (amateur and professional), 
as well as international and domestic aviation 
and manufacturing organizations. Finally, 
the survey included myriad businesses that 
might have influence over the future of general 
aviation. The results of that survey provided 
the foundation for Piper’s roadmap for the 
future based on a brutally realistic assessment 
of market opportunities and the capital 
available to support sustainable growth.

HondaJet
The first exciting development from this effort 
is Piper’s alliance with Honda Corporation 
to bring the HondaJet to market. Piper 
appears honestly ready to learn from Honda, 
a company with a rich heritage of bringing 
high quality, innovative products to market. 
While not always a Piper priority in the past, 
as we all know, Jim said that one goal of 
working with Honda is to bring the level of 
Piper’s customer service “to a new standard, 
a standard that will be second to none.” With 
that, Jim introduced Mr. Fujino, the President 
and CEO of Honda Aircraft Company.

Mr. Fujino brought down the house with a 
presentation that combined engineering detail, 

cont. page 45 
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grand vision, amazing graphics and video, 
and big dollops of humor. He admitted to deep 
reservations about coming to the MMOPA 
convention given his hectic schedule and 
multiple demands on his time as he strives to 
bring the new jet to market. However, he said 
that when Jim Bass whispered in his ear that 
“there would be 200 millionaires sitting in the 
audience,” an opening miraculously appeared 
on his crowded calendar. The new HondaJet is 
impressive by any standard, and given Honda’s 
history, nobody doubts this product will come 
to market on time, meeting all the stated 
performance goals. Those targets include 
smoking along at 420 knots with 5 passengers 
and 2 crew at 41,000, with a range of 1,100 nm.

Piper’s New Jet
Stepping back up to the podium, Jim said that 
even with the announcement of the HondaJet, 
he could not escape the next big “question 
whenever I go to trade shows or I speak in 
front of the trade organizations or reporters. 
Everyone is asking Piper the jet question.” 
Clearly, the market for a very light jet exits, 
but what is less clear is how the market will 
be defined and shake out over time. Jim 
then stated that on this question, Piper wants 
to “be on the leading edge of this market, 
not the bleeding edge.” The HondaJet fills 
one niche, but others remain. Specifically, 
Jim said that Piper believes one exciting 
opportunity exists for “a product perfectly 
positioned in size, performance and price 
between the Meridian and the HondaJet.” 

And with that, a huge banner was unveiled 
behind the podium revealing in grand style a 
tantalizing silhouetted image of what will be 
Piper’s new jet (see Jim Bass’s column in this 
issue for more details). But there was more! 
Jim offered MMOPA attendees a one-time 
opportunity to place a $10,000 fully refundable 
deposit on the new jet. The result following 
Jim’s presentation was nearly a stampede to 
the Piper counter to secure a position for the 
new airplane. The deposit was a sight-unseen 
leap of faith, because nothing of the jet’s size, 
performance or cost was known at the time. 
However, if a buyer did not like what he saw 
at Oshkosh, where the airplane’s target specs 
were revealed, the money would be refunded 
in full. In addition, for the first 75 deposits, 
anybody who buys a new Mirage or Meridian 
will receive a $50,000 or $l00,000 discount on 
the new Piper Jet, respectively. Exciting times 
indeed; we all wish Jim the greatest success 
at the helm of Piper over the coming years. 
Our convention next year in Tulsa, Oklahoma, 
will be a good time to evaluate where we 
stand, and to see how much progress has 
been made on Piper’s vision for the future.

cont. page 46 
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Fred B. Hyman Memorial Lecture
Professor Dennis Lessard gave the 13th 
annual Hyman Memorial Lecture. This lecture 
was established in 1994 to recognize Fred B. 
Hyman’s important work in solving the in-flight 
break-up accidents that affected six Malibu’s 
and one Mirage between 1989 and 1991; 
these accidents led to AD 91-07-08, which 
severely limited operation of our fleet in March 
1991. Fred Hyman was a pilot, adventurer, 
physiologist and biological psychologist who 
worked for the NTSB from 1988 until 1993. 
He challenged the initial NTSB assertion that 
discounted the possible role of the “highly-
experienced” pilots in these accidents, helped 
identify the pilot problems, and championed an 
improved training regiment that dramatically 
reduced the frequency of such accidents. 
Dr. Hyman addressed MMOPA at the 1992 
convention; he died of cancer the following year. 

As a continuing tribute to Dr. Hyman, this 
lecture series is traditionally focused on issues 
of aviation safety pertinent to the PA-46. For 
that, Prof. Lessard is perfectly qualified. He 
has broad aviation experience, including 
22 years in the U.S. Air Force, 14 years 
with United Airlines, and a long history with 
general aviation. He has extensive training and 
experience in aviation safety, including accident 
investigation, failure analysis, systems safety, 
and human factors assessment. He is a highly 
experienced educator, and is currently Assistant 
Professor and Chair of the Aeronautical 
Science Department at Embry-Riddle 
Aeronautical University in Prescott Arizona. 

Prof. Lessard’s lecture on “Aviation Safety 
through Risk Management” built on his 
personal experience to add new dimensions 
to some familiar risk assessment and safety 
enhancing tools. The primary focus was on 
how to improve one’s own flight safety. Pilots 
cause 70 to 80% of commercial and general 
aviation accidents. Theory states that risk 
is always present and should be identified. 
Some risk can be accepted as is, and some 
can be reduced to an acceptable level. 
Some risk cannot be reduced. Recognizing, 
communicating, and dealing with risk can 
reduce its adverse effects. Pilots may take 
risk because of lack of discipline, excess 
motivation to complete a flight, or ignorance 
of risks. A pilot safety philosophy can evaluate 
pilot, environment, aircraft and time risks 
and help to manage all of them. The effects 
of personal stress from many sources can 
be insidious and cumulative, but may be 
controlled with recognition and appropriate 
intervention. Similar approaches can be used 
for aircraft, environment and time factors. 
Systematic aeronautical decision making 

cont. page 52 
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(ADM process (FAA Advisory Circular 60-
22) is a good method to control daily risks. 
Six decision steps to manage risk are:

1. Recognize changes that may affect 
flight outcomes.

2. Assess the risk(s) caused by changing 
situations.

3. Decide what actions would control the 
risk(s).

4. Take action based on the decision(s) 
reached.

5. Monitor the effectiveness of the actions.
6. Re-assess, re-assess, re-assess.

These steps emphasize the need to continually 
adapt to changing mission and risk situations.

Prof. Lessard illustrated these steps by 
describing his United Airlines Boeing 737 
flight from Arizona to Los Angeles on the 
morning on 9/11/2001. The normal flight was 
interrupted by a cockpit message to “secure 
the cockpit” received minutes after the first 
World Trade Center tower was struck by a 
hijacked airline jet. After some thought, he 
stationed a known United Airlines captain in 
the jump seat and reseated the passengers 
so that all the forward rows were occupied by 
deadheading United employees. The second 
cockpit message, “land immediately,” arrived 
shortly after the second tower was struck. 
After some consideration the crew decided 
to land at LAX, rather than to do a 180 degree 
turn and land at PSP (Palm Springs, a slightly 
closer airport). Were there any other risks? 
Their flight started “cold,” that is, it was the 
first flight after being parked outside overnight 
and may have been susceptible to sabotage. 
Their preflight was complete, but did not 
specifically consider sabotage risks.  Did any 
unusual passengers board or bring potentially 
hazardous baggage? The worst suspect was 
an elderly women and her wheelchair. A friendly 
flight attendant talked with that woman and 
provided some reassurance to the crew. Could 
there be firearms from the ground? There was 
no immediate way to assess this risk, so they 
stayed high and made a steep initial approach. 
We are all familiar with the international risk 
reduction efforts that followed that historic day.

Dennis wrapped up the session with 
some sound “Street Smart” pointers.

1. Pay attention to your sixth sense. If 
something feels wrong it probably is.

2. Keep your options open; never become 
committed to a single course of action 
with a high degree of risk.

3. Return to the basics if you become 
confused.

4. Avoid complacency; the minute you 
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think something won’t hurt you, it will.
5. Always fly in the same standard way 

regardless of whether on a normal line 
flight, a route check, or a proficiency 
check.

6. There’s almost nothing that needs to be 
done in a hurry in an aircraft.

7. Listen to others and find out how they 
do things, then reevaluate your own 
habit patterns.

This great safety lecture was highly pertinent to 
the PA-46 fleet and to the majority of accidents 
in all aircraft operations. The presentation was a 
fitting recognition of and tribute to Fred Hyman.

Origin of the PA46
John Mariani, pulling from his personal 
experience as one of the original design 
engineers on the PA46, drafted his presentation 
while on a JetProp flight to South Africa. Perhaps 
John should take more trips to the Southern 
Hemisphere, because his presentation 
was one highlight of the convention.

The airplane most responsible for the Malibu 
was the popular Cessna P-210, the only 
single engine pressurized model of its 
time. Piper wanted a piece of this growing 
market. Initially, the Advanced Engineering 
Department in Lakeland, Florida, submitted 
a proposal, in March 1979, to fill this new 
niche. Meanwhile, Ed McDonough, a senior 
engineer at Piper’s Vero Beach facility, was not 
to be outdone by some folks in Lakeland. Ed 
was well positioned to take on the challenge: 
he had previously been involved with the 
design of the F4U Corsair, and had quietly 
designed a single engine pressurized GA 
plane. The Vero Beach engineers submitted 
McDonough’s design. In June 1979, Piper 
senior management concluded that the 
Vero Beach proposal was superior, and this 
design (called Project 41) eventually became 
the Malibu that we all fly today. Mariani 
was an engineer on the Vero Beach team.
 
A proof-of-performance flying mockup was 
built in only three months. This mockup 
was a welded steel-tube structure dubbed 
“Ironbird,” powered by a non-turbocharged 
Lycoming IO-540 engine scavenged from an 
old Piper Lance. Ironbird, N35646, made first 
flight in November 1979. Extensive testing 
revealed the genius of Ed McDonough’s 
original design. In January 1982, the 310 hp 
Continental TSIO-520-BE engine became 
available, and was installed on Ironbird.

In July 1982, with preliminary testing concluded, 
Ironbird was scrapped. In an operation befitting 
James Bond to fool an ever-inquisitive aviation 
press, the engineers disguised the first “real” 
Malibu to look like Ironbird, with cabin windows 
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hidden by white contact paper and a “door” 
painted to resemble the entry on the original 
test model. The same N number was used. 
First flight took place in October 1982, and the 
type certificate was awarded in September of 
1983. The Malibu project spanned just over four 
years from proposal to type certificate. John 
partly credits this incredible accomplishment 
to the fact that the engineers had no marketing 
input as they designed the airplane. Customer 
delivery of the first production aircraft, 
N84PM, took place in December 1983.

John describes the Malibu as a good balance 
of many previously-proven designs rather than 
being revolutionary. The PA-46 airfoils were the 
2400 series, originally designed in the 1930’s, 
and used on many other famous aircraft. The 
wing and horizontal tail are non-laminar, while 
the vertical tail is laminar. The wing develops 
good lift with a low nose-down pitching 
moment, thereby allowing use of a smaller 
horizontal tail, resulting in less drag. The wing 
is “twisted” such that the root has a higher 
angle of incidence than the tips. This design 
means that the wingtips and ailerons will always 
stall last, preserving control. The stabilizer has 
a negative angle of incidence, increasing its 
effectiveness, and thereby improving takeoff 
performance. This negative angle of incidence 
is why, in cruise flight, the elevator is always 
tilted trailing edge down. Glance behind 
you on your next flight to see this yourself.

The long and slender wing has a high 
aspect ratio design, which yields good 
climb and high altitude performance. The 
wing consists of three sections: a one-
piece center section across the cabin, and 
two outboard sections that contain the fuel 
tanks. John pointed out some complexities 
of the design that many owners might 
never notice. For example, the aileron 
bell crank, which had to accommodate a 
tiny space but provide significant force, 
had the design team stumped until an old 
B-17 engineer figured out the solution. 

Another important feature of the Malibu is 
that its cross-section is not round, like the 
Aerostar, but rather slightly squared off. This 
significantly increases head room and aisle 
width. The fuselage, built in five sections, is 
extraordinarily strong, enough to support a 
pressure differential of 5.5 psi. This strength 
explains why the airframe is so crashworthy, 
proven conclusively over time by the survival 
of pilots and passengers when metal has 
hit ground in the most spectacular fashion. 

The Malibu’s initial selling price of $325,000 
was considered dangerously high at the 
time. Nevertheless, the model proved 
so popular that during the first few years 
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Piper moved as many as the factory 
could pump out. A total of 401 of the 
Continental-powered Malibu’s were sold.

John revealed pictures of the Malibu’s 
early days never before seen by the 
public: many of Ironbird in production and 
flight, early testing and manufacturing, 
old aviation magazine reviews, and John 
and his family with the early prototypes 
and first production airplanes. John’s first 
daughter was born the same month that 
the Vero Beach engineers submitted their 
proposal to produce Ed’s original design.

The Malibu was Ed McDonough’s dream, 
and Jim Griswold made that dream a reality. 
John emphasized that he has always felt 
that Ed never received proper credit for 
his contribution to the Malibu, and hopes 
that history will correct that oversight.
As a postscript, one year after the first Malibu 
customer delivery, Ed McDonough and 
Jim Griswold, who was John’s boss on the 
original engineering team, left Piper to form 
Questair. The two developed the Venture, 
essentially a two place Malibu, which still 
holds many speed and climb records.

Practical Training
In addition to exciting product announcements, 
safety lectures and insightful historical reviews, 
the academic program also featured myriad 
hands-on training and education seminars.

Bob Compton reviewed the dos and don’ts 
of radar, with practical tips on using the 
technology to its greatest effect. John Mariani, 
not yet exhausted from his other presentations, 
reviewed autopilots and how to use them 
safely and properly. Paul Sanchez compared 
MFDs across all the major manufacturers. 
Paul and John (we are only missing George 
and Ringo) also led sessions devoted to 
GPS, with Paul focusing on the 480 and 
John on the 530. Bob Compton put on 
his other hat and presented the KLN 90B.

Tom Deutsch called upon his extensive 
experience flying and teaching the PA46 to 
moderate the standing-room only session 
on piston maintenance. And the editor of this 
magazine can attest that the piston engine 
needs maintenance. The panel of experts 
included Kevin Mead, Chuck Massanopoli 
and Rich Moline. Issues discussed included 
flap bell cranks, window cracks, nose gear 
problems, engine mounts, stamped Continental 
pistons, propellers, oil changes, waste gate 
maintenance, and the exhaust system.

Jeff Greenburg, one of the early JetProp 
pioneers, moderated the session on turbine 

cont. page 60 
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maintenance. The editor of this magazine can 
attest that turbines require less maintenance. 
Jeff introduced Marc Bartolomucci and 
Jean Pierre from Pratt & Whitney Canada, 
who focused on preventative maintenance 
in four key areas: fuel nozzles, compressor 
washes, turbine washes and borescope 
inspections. One big topic for discussion that 
developed concerned operating temperature 
limits, with some confusion being sowed by 
the fact that Pratt publishes engine limits, 
while pilot POHs publish operational limits. 
The two do not correspond in a simple 
way. Next year, Pratt promised to create 
and show graphs where the two limit 
ranges are superimposed on a single chart.

Manny Casaino held court for an insightful 
and well-attended safety review. Manny’s 
useful PA-46 safety analysis compares 
our safety record to that of  a high-
performance aircraft. Since the number of 
flight hours are not tabulated, the number 
of accidents per flight hours are not known.
 
Accidents per Number of Aircraft 2000-2006

Airframe # Registered Total Accidents Report Rate 
(per 100 aircraft)

PA-46 964 70 7.3
P-210 599 33 5.5
BE-36T 572 26 4.5
BE-58P 381 16 4.2
TBM-700 262 10 3.8
PC-12 430 11 2.6

Statistics indicate a higher accident rate during 
the first 500 hours in type aircraft. En-route 
accidents have declined and departure and 
arrival accidents have increased. Several 
fatal departure accidents occurred when 
pilots tried to return to the field with a dead 
engine from insufficient altitude. Distractions 
appear to be the major problem when it 
comes to hard landings with loss of directional 
control. Recurrent training should include 
IMC approaches, instrument proficiency, 
take-off emergencies, and engine-out 
procedures. Good weather decision-making 
skills might also prevent fatal mishaps. For 
an excellent primer on PA-46 engine-out 
procedures, see Jim Yankaskas and Doug 
Leet’s excellent research and review article, 
Engine-out Procedures, Malibu Mirage, 
Spring 2004, volume 13, number 1, 28-29. 

Walter Atkinson presented practical guidelines 
for piston engine operations (distinct from 
the maintenance tips discussed elsewhere). 
Dr. Atkinson made compelling arguments for 
the use of GAMI® injectors and the critical 

importance of engine diagnostic monitoring. 
An informed pilot can diagnose spark plug 
lethargy/failure, magneto ills, exhaust system 
maladies, and unequal fuel injection. Earl 
detection can prevent owner headaches by 
addressing the diagnosed problems early 
before damage is done. Proper diagnostics 
require accurately calibrated EGT and CHT 
probes, an accurate display instrument, 
and a good understanding of systems.

On the turbine side, Marc Bartolomucci from 
Pratt moved from discussing maintenance 
to reviewing operations, presenting a 3-hour 
discourse on the PT6 engine. This seminar 
was a greatly compressed version of the 
familiarization class offered by Pratt. The 
session was extraordinarily informative, but 
only whetted one’s appetite for the full course.

Companions were not neglected in the 
academic program. Mark Grady provided 
a wonderful forum for allaying companion 
apprehension and for teaching the basic 

knowledge and attitudes required to land a 
plane in an emergency. The take-home lesson 
is that companions should get in the plane with 
an instructor and learn first-hand how to apply 
the basics covered by Mark in a real emergency.

The Broadmoor and Environs
Of course the convention is not all work and 
no play. The Broadmoor is conducive to a 
little relaxation. This resort is considered 
one of the world’s best by elite jetsetters for 
good reason. The hotel rests comfortably 
on 400 acres of natural beauty and perfectly 
manicured lawns accented by brightly-colored 
freshly-planted flowers, all framed against a 
backdrop of rugged mountain peaks rising 
sharply from the western plains. A placid 
lake, majestic swans and period architecture 
complete the picture. A staff of 1500 devoted 
to meeting your every need ensures that you 
can enjoy nature’s bounty in comfort. Guests 
have access to three golf courses, a full fitness 
center, 7 tennis courts, a world-class spa, hair 
salon, indoor and outdoor swimming pools, 

15 restaurants, cafes and bars, and specialty 
shops and boutiques. The resort offers 593 
rooms and 107 suites. The 43,000 square foot 
full-service spa features over 100 massage, 
body, facial, nail, hair and fitness treatments, 
along with 12 signature spa treatment 
combinations for men and women. Shopping 
opportunities about on property, with plenty of 
specialty shops willing to accommodate your 
urge to spend, selling men’s and women’s 
clothing, shoes, accessories, fine arts, 
precious gems, and unique kitchen supplies.

As demonstrated on the well-attended tours, 
the region offers much to do. These were 
reviewed in detail in the pre-convention 
summer 2006 issue, but some venues are 
worth mentioning briefly again. The cog train 
taking passengers up 25% grades to the top of 
Pike’s Peak was a big hit on the pre-convention 
tour. While only 8.9 miles long, the tracks rise 
from the base at 6571 feet to the summit at 
14,110 feet, requiring almost 3 hours for the 
round trip. Recovering from the excursion to 
altitude, the group relaxed over a fine country 
lunch at the historic Cliff House, originally built 
in 1873 as a 20-room boarding home. Over 
the next 30 years, the house expanded to 56 
rooms, then 200, resulting in the perfectly-
western four-story structure that stands today. 
The following day, the companion tours took in 
the Garden of the Gods, followed by the Glen 
Eyrie Castle, which hosted that group for lunch 
as well. Beyond those guided excursions, 
rumors were circulating of abundant shopping, 
with stories told of members struggling with 
gift-laden bags returning exhausted to the hotel 
for breaks between spending. Not all wallets 
were not depleted, however, as evidenced 
by some of the frenzied bidding wars that 
broke out during Friday night’s auction.

Between sessions the vendors sponsored 
incredible meals. Breakfast and break-time 
snacks were offered in the display hall, 
so that members could mingle among 
the many displays of a record number of 
vendors. Evenings were highlighted by 
excellent dinners preceded by open-bar 
cocktail hours, which extended into mealtime. 
Colorado Jet Center could not have been more 
accommodating, friendlier or more efficient in 
their handling of our invasion. The convention 
was pulled off without a hitch, flawless from 
start to finish. For that we owe Bill Alberts 
a hearty big thanks, who once again as 
convention coordinator made it all look easy.

Remember  to  mark  your  ca lendars 
now for the convention next year in 
Tulsa, Oklahoma: October 17-20, 2007.
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AIRCRAFT UPHOLSTERY
Let us do your next custom interior. 
Leather is our specialty. See our website 
www.flyinghorse.us Located in Granbury, 
TX, 30 miles west of Ft. Worth. Minimum 
completion time/20yr experience. 
817-579-6445/817-312-4629
E-mail: jvaughn@flyinghorse.us 

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

for information on all properties and prices, 
new or resale. Website: www.fly-in.com
Lenny Ohlsson, Broker
e-mail: sales@fly-in.com 
800-932-4437 or Evening 386-761-8804

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

Advanced Flight Training 
International, Inc. 
Vero Beach, FL

(772) 473-7356

Initial & Recurrent Courses

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

Initial & Refresher Courses

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

Initial & Refresher by Appointment

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

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

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

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

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

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

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

Initial & Refresher by Appointment

MALIBU/MIRAGE SAFETY & TRAINING FOUNDATION

Helpline ...

620-728-8634

Events Calendar ... 

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

SAFETY / FLIGHT SESSIONS:

February 2-4, 2007
Fredericksburg, TX
Gillespie County Airport (T82)
Hotel: Hangar Hotel

April 27-29, 2007
Rock Hill, SC
Rock Hill/York County/Bryant Field Airport 
(UZA)
Piper Host / FBO: SkyTech, Inc.
Hotel: Hilton Garden Inn

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

October 5-7, 2007
Olathe (Kansas City) KS
Johnson County Executive Airport (OJC)
Piper Host / FBO: Kansas City Aviation 

Center, Inc. (KCAC)
Hotel: Doubletree - Overland Park

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

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

SYSTEMS / MAINTENANCE 
SESSIONS:

February 23-24, 2007
Las Vegas, NV
North Las Vegas Airport (VGT)
Hotel: Suncoast Hotel and Casino

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

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

INTERNATIONAL SESSION 
(GROUND SCHOOL ONLY):

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