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by Jeff Schweitzer

Letter from the Editor

cont. page 10 

Reflections on Tulsa, Oklahoma
Cup Half Full
Prognostication is always a dangerous sport, 
as the convention in Tulsa proved. Many were 
predicting a low turnout due to the perception 
that Oklahoma would be a weak draw for 
members. Fortunately, those premature 
reports of doom were greatly exaggerated; 
I am happy to say that we saw enthusiastic 
attendance at the meeting, drawing an 
impressive crowd from across the country.

The academic program was excellent, perhaps 
the best yet, offering substantive and critical 
information about safety and operations in a 
format easy to digest. Our speakers all received 
excellent reviews. For some unsolicited 
comments about the convention and academic 
offerings, visit the MMOPA website. You 
will wish you had attended if you did not. 

Cup Half Empty
We broke no records in Tulsa, indicating, 
at least to me, that geography is no longer 
the dominant factor in determining our 
attendance numbers. Tulsa is as centrally 
located as any place can possibly be. Perhaps 
we are now all permanently spoiled by the 
picturesque Rocky Mountains framing The 
Broadmoor’s lushly-manicured grounds. 

By any measure, Tulsa was a grand success. 
But we should break attendance records 
at every convention. I am sure that a large 
core group would attend no matter where 
the convention is located; I would count 
myself among that crowd. I mainly sit in 
classes and walk the exhibit hall, rarely 
venturing outside anyway, so the location is 
of little consequence to me. The inside of a 
convention center looks similar in Asheville 
and Tulsa. But for those wavering, or with 
skeptical spouses, the quality of the resort 
and host town makes a critical difference. 

I believe you will see that reality reflected 
in the selection of future convention sites. 

Cup on Film
This issue is, obviously, devoted to convention 
coverage, and I will let the article and pictures 
speak for themselves. And what pictures! As 
always, we all owe a great debt of gratitude 
to Dick Rochfort for his keen eye and 
tireless efforts to trap the convention on 
celluloid. MMOPA is truly fortunate to have 
a photographer of Dick’s caliber donating 
his time to the organization. Contact Dick or 
go to his website (www.rwrpilottraining.com) 
if you are interested in his photos or wish to 
pay him off to “disappear” any images that 
may be compromising. Make sure you get the 
negatives. In addition, we are eternally grateful 
to Bob Conrad who wields his camera with 
finesse and skill, capturing images at the most 
unexpected moments. Thank you Dick and Bob.

Peek at the Future
After this meeting, nobody could doubt that 
the era of very light jets has arrived. The new 
PiperJet proudly dominated the exhibit floor 
with her imposing-yet-sleek profile, spacious 
interior and mouth-watering performance 
numbers. But she was not alone, sharing space 
with jets offered by Diamond (D-JET), Cirrus 
(THE-JET) and Eclipse (Eclipse 500), each a 
unique homage to the Jetsons. The future is 

an exciting destination. I have therefore started 
the Schweitzer VLJ Fund, and all contributions 
are welcome. I accept credit cards. Cash 
is good, too. Any currency. I’m flexible.

Adventure Flying
Like many MMOPA members, my wife Sally 
and I use our JetProp for business, as a 
convenient means of meeting clients across 
the country. Our central location in Texas 
makes the entire nation accessible with one 
stop; consequently I can usually beat the 
airlines to our destinations. But with more 
abundant flying, totaling well over 400 hours 
per year, I noticed that my sense of awe when 
I stepped into the cockpit was waning. Flying 
was becoming like driving. From that I do not 
mean I was becoming complacent or careless, 
or less mindful of the risks associated with 
flying; just less passionate. So with that in 
mind I reluctantly signed up for a trip across 
the Atlantic with a group of five other JetProps. 
The reluctance came from the commitment of 
serious time and money necessary to prepare 
for and complete the journey. But in spite of 
those real obstacles, I wanted to re-inject the 
feeling of adventure into my flying, and the 
Atlantic crossing was the perfect opportunity. 

Indeed the result was everything for which 
I had hoped. The trip was pure fun and 

Short final to Kangerlusuaq, Greenland
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Piper’s Commitment to New Product
by James K. Bass
President and CEO
The New Piper Aircraft, Inc.

Piper Perspective

As I write this column, we’re only a week 
away from MMOPA’s annual meeting in Tulsa, 
and I’m really looking forward to seeing and 
being with you there. By the time you read 
this, I will have already had the opportunity to 
meet with many of you at the annual meeting. 
Groups like MMOPA are the lifeblood of our 
customer base. Your loyalty and support mean 
everything to us. And it’s against that backdrop 
that I’m so very proud to be able to talk about 
two very important new developments at Piper.

Piper Matrix
First is our new Piper Matrix, which we 
unveiled last week at the Aircraft Owners and 
Pilot Association’s Expo 2007 in Hartford, 
Connecticut. The Matrix is important for 
many different reasons. Aside from being a 
new addition to our lineup, which makes us 
a healthier and more vibrant company, it will 
also add to the ranks of MMOPA, with a new 
aircraft in the lineup and lots of new potential 
members. Additionally, it provides us potential 
economies of scale on the manufacturing 
side that will help every Malibu owner.

The Piper Matrix is a logical step-up for current 
Cirrus, Cessna, Mooney and Columbia owners 
who have no place to go from their existing 
aircraft, not to mention Piper PA-28 and PA-32 
owners who are ready to move up but don’t 
want to jump to pressurized aircraft just yet. In 
fact, at the AOPA news conference, a number 
of writers with the trade press told us that our 
projected sales numbers were conservative, 
a real possibility given that we have already 
received over 100 domestic orders for 2008 
production and are anticipating expansion of 
our production operation to satisfy demand.

We designed the Piper Matrix as an addition 
to the PA-46 family of aircraft. A cabin-class, 
six-seat aircraft based on the Malibu Mirage, 
we believe it is the perfect bridge between 
entry level aircraft and pressurized aircraft 
such as the Mirage, Meridian and the PiperJet. 
At the same time, for those who don’t yet 
have the resources or the experience level 
for pressurized high performance, the Piper 
Matrix operates with the economy of an 
unpressurized aircraft, making it the perfect 
blend of luxury, performance and value.

The Piper Matrix delivers unsurpassed 
luxury in a niche currently unfilled in general 
aviation: cabin-class aircraft at a price well 
below anything comparable. And it answers 
a question posed by many of our customers 

and prospective buyers. They told us that they 
wanted an airplane that provided the best in 
luxury, elegance and performance at a price 
hundreds of thousands of dollars below what 
has been available. The Piper Matrix fills those 
requirements, and it does so on a tried-and-
tested airframe coupled with the most advanced 
technology available in General Aviation.

The Matrix features the very latest in 
advanced glass avionics, the sophistication 
that comes with a retractable gear aircraft, 
and the benefits of unpressurized simplicity 
at a cost-beat ing price of $757,000. 

With more space, more range and more 
power than any aircraft in its class, the Matrix 
and its 350 horsepower piston engine deliver 
a maximum cruise speed of 215 knots and 
a full-fuel range of more than 1,345 nautical 
miles at the aircraft’s maximum operating 
altitude of 25,000 feet.  Carrying an 800-
pound payload at 17,500 feet, close to the 
maximum altitude where oxygen cannula 
can be used, the Matrix achieves a maximum 
cruise speed of 202 knots and a range of 
more than 868 nautical miles. At a typical non-
oxygen altitude of 12,000 feet, again carrying 
an 800-pound payload, the Matrix delivers a 
maximum cruise speed of 188 knots and a 
range of 831 nautical miles. At 17,500 feet 
and 12,000 feet, the Matrix could increase its 
range by approximately 160 nautical miles by 
reducing cabin payload by 120 pounds and 
filling the tanks with an extra 20 gallons of fuel.

Featuring the very latest in advanced glass 
avionics, the Matrix deploys with the Avidyne 
Entegra integrated flight deck as standard 
equipment, and is the first aircraft to offer 
Avidyne’s new MLB700 Datalink Receiver for 
WSI InFlight® weather service and SIRIUS 
Satellite Radio as standard equipment. Those 
features are part of a rich set of standard Matrix 
features that also includes Avidyne’s exclusive 
MultiLink™ two-way datalink service, EMax™ 
Electronic Engine Instrumentation System 
and CMax™ Jeppesen JeppView® electronic 
chart display. In addition, the TAS610 active 
traffic system and the TWX670 Tactical 
Weather Sensor are available as options.

This is how Avidyne President Dan Schwinn 
put it at our news conference unveiling the 
Piper Matrix: “Piper is setting a new benchmark 
for performance, value and available safety 
systems with the Matrix. In addition to the 
proven situational awareness of Entegra 
across the Piper fleet, the WSI InFlight® 

weather and SIRIUS audio entertainment of 
the MLB700, the active traffic capabilities of 
the TAS610, and powerful new tactical weather 
avoidance features of the TWX670 give Matrix 
owners more capabilities than many business 
jets. The Matrix already looks like a winner.”

Entegra for the Matrix includes a 10.4-inch 
diagonal Avidyne PFD with standard flight 
instrumentation and pilot-selectable moving-
map flight plan data, horizontal situation 
indicator (EHSI), a Bearing pointer, digital 
RMI readouts and integrated flight director 
command bars. The PFD is integrated with 
a solid-state air data and attitude/heading 
reference system (ADAHRS) providing full 
redundancy as well as much higher reliability 
than traditional “spinning-mass” gyros. The 
PFD may be coupled with the autopilot for 
altitude pre-select, vertical speed select and 
heading select. Entegra also delivers complete 
WAAS LPV approach capability with integrated 
lateral and vertical guidance and annunciations.

Luxury is the hallmark of the Piper Matrix, from 
its air stair door with remarkable ramp appeal to 
its rich interior styling and amenities. Moreover, 
the Matrix draws on Piper’s deep heritage 
and the legacy of the Malibu family of aircraft, 
currently represented by the Piper Meridian 
and Piper Mirage, models that continue 
unchallenged in their respective segments.

When the Malibu was first designed, it was 
not intended to be an enhanced version of 
an existing model, but rather a totally new 
airplane. The primary goals were passenger 
comfort and supreme performance. It 
was also the first Piper model to be made 
with flush riveting and metal bonding to 
provide a sleek, smooth exterior body.

In a variation on theme, the Matrix essentially 
extends the Malibu line by offering a new, 
unpressurized model for those who want 
the economy that feature offers without 
sacrificing performance and luxury. The original 
Malibu created its market, from which all its 
descendents come, including the Matrix, by 
being the first pressurized, single-engine, six-
place aircraft to provide volume production of 
a clamshell entrance in the rear for passengers 
and seating equal in size and comfort previously 
found in much more expensive aircraft.

 “The Piper Malibu was a revolutionary, clean-
sheet design with a long, thin wing, giving a 
high cruising speed and great fuel efficiency,” 
Roger W. Peperell, internationally renowned 

Piper Aircraft historian, wrote in his definitive 
book Piper Aircraft: The Development and 
History of Piper Designs. “For the first time, 
pilot and passengers experienced luxury 
and space in a pressurized, single-engine 
airplane. This was the beginning of a whole 
new family of sleek airplanes for Piper.”

He also explained that “it took three years of 
study and dedication to get the first Malibu 
into the air, but this … six-place, single-engine 
aircraft provides the creature comforts and 
amenities of many small business jets, but 
for a fraction of the price and operating 
cost.” That is a tradition the Matrix continues.

The decision to bring the Matrix to market 
came after extensive study. It was the end 
result of listening closely to our customers. 
We conducted a comprehensive market 
research study, talking with thousands of 
people, ranging from existing and prospective 
customers to dealers, suppliers and pilots. 
The niche that the Matrix fills is one that 
people we interviewed identified as a vital, 
heretofore missing link in general aviation.

PiperJet
The Piper Matrix announcement came on 
the heels of another exciting bit of news 
that we released just weeks before at the 
60th annual National Business Aviation 
Association (NBAA) Convention in Atlanta, 
namely our selection of Garmin as the 
avionics manufacturer for the PiperJet. We 
chose NBAA because it was where we made 
our public announcement of the PiperJet last 
year, after we made our sneak announcement 
at MMOPA. Piper has had a long and close 
history with Garmin, and we are excited 
about what they will bring to the PiperJet. 

As you’ll recall, when we unveiled the PiperJet, 
we committed to providing unparalleled 
performance with the very latest in integrated 
glass avionics to complement and inform 
the aircraft’s luxurious interior and advanced 
manufacturing techniques pioneered by 
Piper. By integrating Garmin avionics that 
will be available when the PiperJet delivers in 
2010, we are taking another step in providing 
advanced technology to the marketplace.
 “The PiperJet’s revolutionary design and 
impressive performance have positioned 
it to be another great Piper aircraft,” said 
Gary Kelley, Garmin’s Vice President 
of Marketing. “We are proud to join the 
PiperJet team at such an exciting time 
and believe that this announcement is yet 
another example of our commitment to 
serve the entry-level business jet market.”

Scheduled for delivery in 2010, the PiperJet will 
include the latest, state-of-the-art technology 
that customers expect from Garmin, including 
two primary flight displays (PFDs) that digitally 
integrate flight information on large-format 
displays for easy interpretation by the pilot. 
The PFDs interface with Garmin’s Attitude and 
Heading Reference System (AHRS), which 

features rapid, in-motion alignment, and can 
reliably align, even while the aircraft is in flight. 

A multifunction display (MFD) puts all aircraft 
systems monitoring and flight-planning 
functions at the pilot’s fingertips. The MFD 
depicts a composite view of the aircraft’s 
environment, enhancing situational awareness 
to provide the pilot with key information to 
make safe decisions during each phase of 
flight. Engine performance and situational 
data such as location, terrain, traffic, weather 
and airport information are all digitally 
depicted and can be easily interpreted 
at a glance on the large-format display. 
Included will be the seamless integration of 
Garmin’s Automatic Flight Control System, 
an attitude based, three-axis autopilot that 
makes it possible for pilots to maintain 
airspeed references and optimize performance 
over  the  ent i re  a i rspeed enve lope. 

The PiperJet breaks the mold in offering an 
unparalleled blend of performance and luxury. 
In designing this revolutionary aircraft, we 
have assembled the finest team of engineers 
and designers and conducted an extensive 
consumer research effort 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, 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.

The PiperJet proof-of-concept aircraft 
continues to advance through various stages 
of assembly, with its fuselage currently in 
Piper’s Flight Test hangar. In the meantime, 
construction continues on the primary and 
secondary airframe structures as completion 
of the proof-of-concept draws near. Most 
recently, a 1/5-scale model of the PiperJet 
with remotely controlled flight surfaces 
completed three weeks of testing at the Kirsten 
Wind Tunnel at the University of Washington 
Aeronautical Laboratory in Seattle. In all, 
PiperJet testing focused on 973 individual 
data runs that provided Piper engineers 
with essential data for further aerodynamic 
analys is  and product  development . 

As you can see, a lot of progress is being made 
at Piper on multiple fronts. We continue to 
build and expand and bring new products and 
features to market. We do all this by making sure 
we stay committed to our fundamental priorities: 
employees, customers and shareholders. And 
when it comes to customers, we couldn’t ask for 
a more loyal and supportive group than yours.



WINTER 2007 10 M•MOPA WINTER 2007 11 M•MOPA

Letter from the Editor
(continued)

excitement, presenting a constantly changing 
set of new and intriguing aviation challenges. 
Anybody making the crossing will have a 
sense of exploration that cannot otherwise 
be duplicated. Flying over vast stretches 
of ocean and landing my airplane on a 
remote airstrip on the desolate coast of 
Greenland felt distinctly Lindbergh-like. Of 
course the comparison is absurd, but the 
feeling was genuine, and terribly gratifying. 

As I mentioned in the previous issue, I will 
not write the typical travelogue about the 
trip to Italy; this magazine has been there 
and done that. What I want to do instead 
is extract the most salient lessons from 
the adventure, of which there are many. In 
this issue we will examine ditching, mainly 
because many MMOPA members fly over 
water. The Bahamas, for example, are a 
popular destination for Malibu drivers. In a 
future issue I will discuss various aspects of 
risk management, which were brought out in 
high relief during the crossing to Europe. I 
have also asked each of the other five pilots 
to write up his impressions and lessons 
learned; from that I hope to create a synthesis 
of useful flying tips derived from some real-
life experiences in unusual circumstances.

Malibus line up hungry for fuel (St. Denis, just outside of Paris) 

Frigid waters of Greenland’s fjords



Editor’s Note: This article is the compilation of contributions from multiple volunteers 
who faithfully reported on the various sessions throughout the meeting. I did 
some minor editing in order to claim at least some credit. The bulk of the report 
is focused on the manufacturer’s address, Hyman lecture and safety review.

Thunderous Welcome
Rolling thunder, rapidly building cumulonimbus and NEXRAD returns colored by 
ominous hues of red and yellow issued a typical mid-Western challenge to pilots 
arriving on opening day at the Richard Lloyd Jones Jr. Riverside Airport (KRVS). 
Undaunted, plane after plane circumnavigated the nastiest weather Mother Nature 
had to offer, putting down safely after executing the necessary deviations. The folks at 
Christiansen Aviation ably handled the onslaught of nearly 100 airplanes converging on 
the tarmac within a span of only a few hours. Buses were waiting, and the fun began.

Jim Bass, Piper and the Future
Jim Bass, CEO and President of Piper Aircraft, Inc. took full advantage 
o f  h is  appearance  a t  MMOPA to  a r t i cu la te  h is  v is ion  fo r  P iper, 
and to address questions that had been circulating in the aviation press.

Vero Beach
We have all heard that Piper is currently reviewing proposals on where to build 
the PiperJet and whether Piper should move its operations elsewhere. Jim noted 
that Florida has become an increasingly challenging business environment, 
with the cost of doing business and the cost of living rising dramatically. No 
decision has yet been made if Piper will move, or where the new home would 
be should the move take place. After an exhaustive selection process that 
included a review of 65 proposals from economic development offices in the 
United States and abroad, the options have been whittled down to staying in Vero 
Beach or moving to Albuquerque, New Mexico, or Oklahoma City, Oklahoma.

PiperJet
Following MMOPA’s sneak preview last year, Piper introduced the $2.199 million dollar 
PiperJet at NBAA. The response was enthusiastic, with 900 people attending the event. 
More than 190 buyers have contracted to purchase the airplane. Jim proudly noted 
that the PiperJet will feature the Williams FJ44-3AP engine, a close derivative of the 
FJ44-3A engine with more than 2.5 million hours of flight time. That powerplant will 
enable the airplane to fly across the U.S. with only one stop for fuel with a range of 1,300 
nautical miles. The PiperJet will cruise at 360 knots at a maximum operating altitude 
of 35,000 feet, carry six passengers (with an option for a seventh seat or a lavatory), 
and have a full-fuel payload of 800 pounds. With owner-pilots in mind, the aircraft will 
be capable of one-pilot operation, will be RVSM-certified and will include advanced 
Garmin avionics. Manufacturing innovations include sophisticated proprietary metal 
bonding, and laminar flow wings. After extensive engineering and wind tunnel testing, 
Piper is building the first prototype in Vero Beach right now, along with production 
tooling. The first proof of concept will be flying in the first half of next year. (After Jim 
completed his presentation, John Becker, vice president of engineering, followed with 
a comprehensive overview of the engineering, testing and design of the PiperJet).

Piper Matrix
To the surprise of many, Piper is introducing a non-pressurized version of the PA46. 
A cabin-class, six-seat aircraft based on the Mirage, the Matrix is seen by Piper as 
the perfect bridge between entry level aircraft and pressurized aircraft such as the 
Mirage, Meridian and the PiperJet. Jim said that “The Matrix will feature advanced 
glass avionics, the sophistication that comes with a retractable gear aircraft, and 
the benefits of unpressurized simplicity, all at a cost-beating price of $757,000.” 
For those doubting the market for such an airplane, Piper has already received 
over 100 domestic orders for 2008 production. The Matrix may yield significant 
benefits to MMOPA members. For example, increased production numbers provide 
economies of scale on the manufacturing side, making parts for the PA46 more 
abundant and less expensive. Matrix owners will also add to the ranks of MMOPA.

FACEC
Concerning FADEC in the Malibu, Jim said “while I can’t be more specific on that now, it’s 
a technology we’re certainly not ignoring.” (NB: see the fall 2007 issue of this magazine 
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Tulsa, Oklahoma

By MMOPA Staff and Member Volunteers

WINTER 2007 1� M•MOPA

cont. page 15 



for a full discussion of FADEC in the PA46). 

Spare Parts
Piper maintains a total of 15,000 active spare 
parts, and manages a total of 25,000. However, 
Jim explained that maintaining a comprehensive 
inventory for every part for every aircraft Piper 
has ever produced is just not possible or 
feasible. For older aircraft, in some cases 
even tooling to make parts no longer exists.

Hurricane Recovery 
Virtually all of the damage to Piper’s buildings 
has been repaired, and the company is 
currently able to meet market demand. Piper’s 
headquarters have been renovated, and almost 
all departments are back in permanent offices. 
Essentially, only the executive staff is still 
operating out of trailers; they will only move into 
permanent structures when all other employees 
have been settled into their new offices.

Fred B. Hyman Memorial Lecture
For those new to MMOPA, a brief history is 
in order. This lecture was established in 1994 
to recognize Fred B. Hyman’s important 
work in solving the in-flight break-ups of six 
Malibus and one Mirage between 1989 and 
1991. This series of accidents led to the 
March 1991 AD 91-07-08 that severely limited 
operation of the PA-46 fleet. 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 
those accidents. He helped identify pilot skill 
limitations, which led to the improved training 
that dramatically reduced the frequency 
of such accidents. Dr. Hyman addressed 
MMOPA at our 1992 convention, but died 
of cancer the following year. The Hyman 
lecture lecturers are selected to address 
aviation safety topics pertinent to the PA-46.

Quay Snyder, MD, presented the 14th Fred 
Hyman Memorial Lecture. Dr. Snyder is 
a graduate of the United States Air Force 
Academy and Duke University School of 
Medicine. He is a pilot, flight instructor, 
Aviation Medical Examiner (AME). He is a 
passionate glider pilot who can often be 
seen soaring in his Schleicher ASW-19. 

His lecture, entitled “Am I Really Safe? Am 
I Truly Legal?” provided rich insights into 
the medical requirements for pilots. Quay 
started by reminding us that aeromedical 
decision-making is required before every 
flight, may change during flight, and is a key 
factor in FAA/NTSB mishap investigations. 
Federal Aviation Regulations (FARs) 61.23 
and 61.53 specify the medical certificate 
and self-assessment requirements. FAR 67 
provides the medical standards and lists only 
15 disqualifying conditions, but there are in 
fact hundreds of disqualifying conditions in 
the AME guide. There is no published list of 
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of the engine mount damage seen in the 
older Malibu fleet due, presumably, to poor 
towing procedures. (Editor’s note: yeah, 
I remember those). Manny’s 1985 Malibu 
is on its third engine mount. He will now 
only allow a select few to tow his airplane. 

Of the 21 NTSB reported accidents in 2006, 10 
were during landing, seven in cruise/climb, and 
four in takeoff situations. Four Meridian nose 
gear failures were reported, along with four 
engine failures (two Malibu and two Mirage). 
Sadly, last year saw six fatal crashes, with 
16 fatalities. Manny discussed in detail each 
accident, and what was known from the reports. 

What can we learn from these accidents? We 
need to inspect our engine mounts closely 
and often, steer clear of uneven tarmac, and 
avoid rough towing and handling. Circle-
to-land situations, especially in low IMC 
conditions, continue to claim lives; landing 
downwind in low IMC may be a safer option. 
Stall/spin accidents continue to kill. We 
need to fly the aircraft first; practice with a 
competent instructor to prepare for those 
difficult engine-out procedures, or even basic 
base-to-final distractions. Recurrent training 
is essential. The number of Malibu accidents 
is increasing per year, but the number of 
accidents per registered aircraft is slowly 
decreasing. Manny believes this trend is due 
to MMOPA’s continuing emphasis on initial 
and annual training, supplemented by training 
through the Safety and Training Foundation. 
The highest Malibu accident rate is found 
with pilots having less then 500 hours in 
type, as is true in all general aviation aircraft.

Airport Activities
No aviation gathering would be complete 
without a hangar barbecue, and the convention 
did not disappoint on airport day. With 
good food and beverage aplenty, members 
had ample time to mosey out to the static 
displays. Sitting on the tarmac were many 
old favorites and a few new eye-catchers, 
including the experimental single-engine v-
tail concept jet from Eclipse. Combined with 
the futuristic jets displayed in the convention 
hall, little doubt remains that the era of Very 
Light Jets is upon us. Members wise enough 
to sign up for the limited space available 
were treated to detailed and educational 
pre-flights with John Mariani (JetProp), Ron 
Cox (Meridian), Kevin Mead (Malibu) and 
Dick Rochfort (Mirage). Bill Prymak gave 
his famous lessons on boot maintenance.

The Renaissance and Environs
The Renaissance Tulsa is a replica of the hotel 
in St. Augustine, Florida, site of the convention a 
few years ago. Like during that convention, the 
lobby bar, in this case the Merlots Wine Bar and 
Lounge, was a central point of convergence. 
Immediately off the lobby was the convention 
space, with more than 50,000 square feet 
available for all of those light jet mock ups. 

FAA-authorized medications, but the AME 
branch seems to maintain an informal and 
frequently changing list. Good references 
are Airman’s Information Manual Part 8-1-1, 
FAA Handbooks, the Federal Air Surgeon’s 
Medical Bulletin, and FAA Safety Brochures.

Dr. Snyder reviewed the preflight I’M SAFE 
mnemonic, which refers to Illness, Medications, 
Stress, Alcohol, Fatigue, and Eating. Quay 
defined how these factors affect flight safety, 
and provided practical tips for each. He then 
proposed a series of hypothetical cases that 
elicited spirited audience participation. Each 
case highlighted the clear distinction between 
safety and legality, and how those concepts 
intermingle in a complex way. His slide 
presentation, available on the MMOPA website, 
lists many printed and internet resources.

Academic Program Highlights
Dr. Curtis James of Embry-Riddle reviewed 
the limitations and opportunities in using 
NEXRAD, airborne radar and sferics, such 
as the Stormscope®, and how the three 
can be integrated into a coherent picture 
of evolving weather. Margaret Waltz gave a 
riveting account of her multiple Atlantic and 
global crossings, including one harrowing 
landing in Greenland below minimums with 
only minutes of fuel on board. She described 
the bureaucratic nightmares found when 
flying through India and the Middle East, 
and her many fascinating experiences in 
countries around the world. In her thirty years 
of ferrying, she has never ditched an aircraft. 
Richard Pickett discussed electronic flight 
bags (EFBs), noting that EFBs are legal for 
part 91 use, but back-up is still required. A 
cornucopia of hardware and software products 
exists and no consensus has developed on 
which are best. John Mariani organized and 
led separate sessions on piston and turbine 
maintenance, focusing on issues recently 
seen in the field. Cathe Fish reviewed WAAS, 
VNAV and RNAV. Ryan Densham provided a 
two-part overview of the Pratt & Whitney PT6A 
engine. John Mariani gave an in-depth and 
entertaining overview of icing, and offered 
practical tips on dealing with and avoiding 
ice. Owner sessions were organized for the 
Malibu, Mirage, Meridian and JetProp, and 
these continue to be a convention favorite.
 

Safety Review
Manny Casiano reviewed recent accidents, 
looking for clues on ways to improve safety. 
We saw 11 accidents in 2005 and 21 in 2006, 
the highest 12 month total in PA-46 history. 
The criteria for these accidents are serious 
injury or substantial damage.  Multiple nose 
wheel loss-of-direction control accidents 
were reported due to engine mount structural 
failures, particularly in the Meridian. Piper 
released a SB in 2005 for a 100 hour engine 
mount inspection. Piper has come forth with 
a new beefed up mount, and is replacing 
the 104 older engine mounts in the fleet. 
Manny said these accidents were reminiscent 
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The offsite dinner at the Gilcrease 
Museum was a rare treat. The museum 
is considered one of the country’s finest 
facilities for preserving and studying 
the art and history of the Americas, 
featuring 10,000 paintings, drawings 
and prints by 400 artists dating from 
early colonial times to present day. The 
museum offers a grand vista from the 
Osage Restaurant’s floor-to-ceiling glass 
wall, which takes maximum advantage 
of the expansive natural scenery.

As is tradition, between sessions the 
vendors sponsored sumptuous meals. 
Breakfast and break-time snacks were 
offered in the display hall, so that members 
could mingle among the many displays 
of our numerous vendors. Evenings 
were highlighted by outstanding dinners 
preceded by open-bar cocktail hours, 
which extended into mealtime. The 
convention was flawless from start to 
finish. For that we owe Bill Alberts a debt 
of gratitude; as convention coordinator 
Bill made the entire operation look easy.

Remember to mark your calendars 
now for the convention next year in 
Dallas, Texas, September 24-28, 2008.
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Convention Ruminations
by Jim Yankaskas

Note from the President

I am writing this a few weeks before our Tulsa 
convention, which hopefully you enjoyed 
as much as I will (did). The full report is in 
this issue. Much work goes into making this 
annual gathering such a good meeting. The 
Board selects sites two years in advance to 
assure availability. We learn from experience. 
For example, we plan to use central locations 
for a while to facilitate travel from both coasts. 
We will meet in Dallas on September 25-27, 
2008, and expect to pick our 2009 site in the 
next few months. Bill Alberts has meticulously 
identified and listed our convention site needs 
in terms of the host airport features, vendor 
display area and meeting space requirements, 
number of rooms requested, and geographical 
considerations. Bill’s skill in accommodating 
these diverse demands is legendary. With 
Bill on the job, we have enjoyed great 
locations, facilities, and services for years.
 

On top of his planning, Bill works continuously 
throughout the convention to solve myriad 
glitches, ensuring that all goes well. The fact 
that most of us remain blissfully unaware of 
any problems is testimony to his skill and 
attention to detail. His success at raising 
money to support our Malibu/Mirage Safety 
and Training Foundation through the auction 
is now established lore, and we all stand 
to reap the benefits. His wife Barbara and 
son Billy are invaluable to this convention 
highlight. Doug Leet deserves thanks and 
kudos for chairing the academic program 
committee (which also includes Jon Sisk and 
me). This group identifies the topics, recruits 
speakers, and attracts top academic quality. 
Russ Caauwe and Mona Rathmel do yeoman’s 
work in managing the registrations, attending 
the MMOPA booth, and taking care of many 
member needs. The rest of the Board vets all 
the decisions, debates the options, and works 
as emissaries throughout the convention. 
Other members pitch in as academic program 
reporters, evaluation form analysts, and in 
other capacities. We all share the pleasure 
of welcoming and coaching new members. 
The speakers deserve special thanks, as 
they provide excellent academic sessions 
based upon their knowledge and passion for 
aviation and safety. This is our biggest annual 
educational and social event, and I am proud of 
our team, each member of which does such a 
good job, year after year, to make the MMOPA 
convention one of the best in the industry.

Volunteers and Board Activity
MMOPA is a volunteer organization, and 
many individuals have contributed to our 
success over the first 16 years. One of my 
personal goals has been to increase member 
participation in MMOPA activities. There are 
many opportunities, ranging from writing for 
the MMOPA magazine, to helping with the 
Malibu/Mirage Safety and Training Foundation 
(M/MSTF) courses, to working on short 
term convention projects, to serving on the 
Board. While we have been successful in 
many regards, many opportunities remain. 
Lewis Donzis and Charlie Hampton are 
leaving the Board after five and two year 
terms, respectively. We are grateful for their 
service. In turn, we are pleased to welcome 
John Kihm, Don Lockhart, and Jon Sisk to 
the Board. I am confident those new to the 
Board will find, as I have, that the benefits of 

contributing to MMOPA more than justify the 
time and costs involved. My e-mail and website 
requests netted few volunteers, but most of my 
personal requests have. Unprompted member 
volunteers have been a delight. I encourage all 
of you to pitch in, in whatever capacity you are 
able. The current Board would benefit from a 
member with legal expertise. If you fit that bill, 
please contact me. I summarized some Board 
expectations in my January 2007 website 
posting, and plan more detailed reports of 
Board activities in future MMOPA issues.  

Continuous Learning
My day job involves much hospital work and 
some business travel. I am writing this in an 
Anaheim hotel, at the end of an international 
cystic fibrosis (CF) conference. I have often 
volunteered for the CF Foundation, and I really 
enjoy the foundation’s meeting with 3,000-
plus attendees. This year I was wise enough 
to take some extra time and fly from RDU to 
Anaheim in N4372B, our 1984 Malibu, with a 
Continental 520 engine.  My friends Don and 
Rosemary Hargrove wanted to visit St. George, 
UT (SGU) and provided an extra stimulus to 
plan and make the trip. The great circle route 
to SGU conveniently crossed Hutchinson, KS, 
(HUT) so that was my first fuel stop. The 922 
NM leg was ideal, with moderate headwinds, 
14.3 gph at cruise, TAS of 202K, 5:36 enroute 
time, and 2 hours of fuel left on arrival. The 
folks at Mead Aircraft provided their usual 
gracious hospitality and excellent service. 

During climb out from HUT, I noted variable 
hydraulic pressure that did not settle with flap 
extension or retraction. Extending the gear 
confirmed that this was a real problem, as 
the hydraulic pressure fell to zero. I returned 
to HUT, extended the gear by the emergency 
protocol, and made a no-flaps landing. The 
right main gear well was dripping hydraulic 
fluid. Kevin Mead diagnosed the problem and 
said that he would need about 35 minutes 
to replace the seal on the gear extension 
hydraulic cylinder. His estimate was accurate 
to the minute. I loved seeing my Malibu on 
jacks with the gear retracted. What a sleek 
airplane! Soon we were on our way with no 
further complications. The remaining trip 
was uneventful, and the vistas of southern 
Utah and Colorado were spectacular. The 
episode made me count my blessing about 
the benefits I enjoy from MMOPA membership. 
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Aviation News
Douglas Leet studied at Michigan State University and received his M.D. degree from The University 
of Chicago. Internship, residency and fellowship in General Surgery and Urology followed in Chapel 
Hill at The University of North Carolina. He practices Urology in Raleigh, specializing in pediatric and 
microsurgery, female urology and oncology. Flying was always just a dream until 1978, when he began 
early morning lessons before work during his fellowship in general surgery. Thirty days later, with nearly 
continuous ground school, he had his private certificate. Doug bought a 1964 Mooney M20E shortly 
thereafter and obtained his instrument ticket in 1980. The M20E was sold for an M20K(turbo), and finally 
the ultimate flying machine, his 1984 Malibu. Doug’s flying experiences expand across all of North 
America and into the Southern Caribbean.

by Doug Leet

Listed below are the our most recent 
accidents involving our PA-46 airframe. 
These reports contain preliminary information, 
subject to change, and may contain errors. 
Any errors in this report will be corrected 
when the final report has been completed.

NTSB Identification: MIA07LA073 
14 CFR Part 91: General Aviation 
Accident occurred Tuesday, April 10, 2007 
   in Bird Cay, Bahamas 
Aircraft: Piper PA-46-310P
Registration: N444JH 
Injuries: 2 Fatal

On April 10, 2007, about 1703 eastern 
daylight time, a Piper PA-46-310P, N444JH, 
was lost from radar and presumed to have 
crashed into the Atlantic Ocean, near Bird 
Cay, Berry Islands, Bahamas. Instrument 
meteorological conditions prevailed in the 
area at the time and an instrument flight rules 
flight plan was filed for the 14 CFR Part 91 
business flight from Nassau International 
Airport (MYNN), Nassau, Bahamas, to Fort 
Lauderdale/Hollywood International Airport, 
Fort Lauderdale, Florida. The airplane has 
not been located and is presumed to be 
destroyed. The commercial-rated pilot and 
pilot-rated passenger have not been located 
and are presumed to be fatally injured. The 
flight originated about 1650, from MYNN. 
 
According to preliminary air traffic control 
(ATC) information, after takeoff the pilot 
contacted Nassau Approach Control and 
advised the controller that the flight was at 
600 feet and flying runway heading. The 
controller advised the pilot that radar contact 
was established and to climb and maintain 
12,000 feet and fly heading 050 degrees; the 
pilot acknowledged the heading and altitude 
clearance. The controller then advised the 
pilot to stop the climb, maintain 8,000 feet, 
and fly heading 320 degrees, which the pilot 
acknowledged. The controller then cleared the 
pilot to turn left on course and fly Bahamas 
Route (BR) 57V, which the pilot acknowledged. 
The controller then advised the pilot to 
contact Miami Air Route Traffic Control Center 
(ARTCC) on frequency 125.7 MHz, and the 
climb and maintain 12,000 feet. The pilot 
did not acknowledge this transmission. Over 
the course of several minutes, the controller 
attempted several times to communicate 
with the pilot but there was no response. 
 

According to preliminary radar data, the 
airplane climbed to 8,000 feet, and remained 
at that altitude from 1700:15, to 1701:39. The 
airplane then climbed to a maximum of 8,200 
feet, and remained at that altitude for 2 radar 
returns which occurred every 6 seconds. 
Between 1702:08 and the last discrete radar 
return at 1702:38, the airplane descended from 
8,200 to 6,300 feet. The last discrete radar 
target was located at 25 degrees 21 minutes 
46.0 seconds North latitude, and 077 degrees 
37 minutes 33.484 seconds West longitude, 
or approximately 10 nautical miles east-
southeast of Bird Cay, Berry Islands, Bahamas. 
 
The accident occurred in the territorial waters 
of the Bahamas. The Bahamian Civil Aviation 
Authorities delegated the investigation of 
this accident to the United States NTSB, in 
accordance ICAO Annex 13. The NTSB accepted 
delegation of the accident investigation.

NTSB Identification: MIA07LA076 
14 CFR Part 91: General Aviation 
Accident occurred Monday, April 16, 2007 
   in Fort Lauderdale, FL 
Aircraft: Piper PA-46-350P
Registration: N4946R 
Injuries: 2 Uninjured

On April 16, 2007, about 1337 eastern daylight 
time, a Piper PA-46-350P, N4946R, registered 
to Lizard Group, experienced collapse of 
the nose landing gear during the landing 
roll at Fort Lauderdale Executive Airport 
(KFXE), Fort Lauderdale, Florida. Visual 
meteorological conditions prevailed at the 
time and a VFR flight plan was filed for the 
14 CFR Part 91 personal flight from Treasure 
Cay International Airport, Treasure Cay, Great 
Abaco Island, Bahamas, to Fort Lauderdale 
Executive Airport, Fort Lauderdale, Florida. 
The airplane was substantially damaged and 
the private-rated pilot and one passenger 
were not injured. The flight originated about 
1230, from Treasure Cay International Airport. 
 
The pilot stated that when the flight was 
approximately 25 miles from the destination 
airport, he listened to the automated terminal 
information service (ATIS) which indicated 
the wind was from 310 degrees at 12 or 14 
knots. The flight continued to the destination 
and after establishing contact with the KFXE 
air traffic control tower (ATCT), he was cleared 
to land on runway 31. He turned onto final 
approach for runway 31, and confirmed all 

landing gears were down and locked. He 
maintained approximately 85-87 knots on 
final, and landed with two notches of flaps 
extended. The landing at the “numbers” 
was smooth, and during the landing roll, the 
airplane started veering to the left. He applied 
right rudder to correct but was unsuccessful. 
The airplane continued uncontrolled to the left 
off the runway onto grass and collided with a 
runway light. The nose of the airplane then 
went down and the propeller contacted the 
ground. After coming to rest, he secured the 
airplane then he and the passenger evacuated.

NTSB Identification: NYC07LA106 
14 CFR Part 91: General Aviation 
Accident occurred Sunday, April 29, 2007 
   in Brunswick, GA 
Aircraft: Piper PA 46-350P
Registration: N555ES 
Injuries: 4 Uninjured
 
On April 29, 2007, about 2015 eastern daylight 
time, a Piper PA 46-350P, N555ES, was 
substantially damaged during an aborted 
takeoff at the Malcolm McKinnon Airport 
(SSI), Brunswick, Georgia. The certificated 
private pilot and the three passengers 
were not injured. Visual meteorological 
conditions prevailed, and an instrument flight 
rules flight plan had been filed for the flight 
destined for the Evansville Regional Airport 
(EVV), Evansville, Indiana. The personal 
flight was conducted under 14 CFR Part 91. 
 
According to a Federal Aviation Administration 
(FAA) inspector, the airplane was departing 
from runway 34, a 3,313-foot-long, asphalt 
runway. As the airplane began to lift off the 
runway, the pilot elected to abort the takeoff. 
The airplane subsequently landed hard, the 
right main landing gear tire blew out, and the 
aft wing spars on both wings were damaged. 
 
Initial examination of the airplane by an FAA 
inspector did not reveal any mechanical 
malfunctions. The pilot reported 718 hours 
of total f l ight experience on his most 
recent application for an FAA third class 
medical certif icate, which was issued 
May 16, 2005. Winds reported at SSI, at 
1953, were from 170 degrees at 5 knots.

NTSB Identification: CHI07LA151 
14 CFR Part 91: General Aviation 
Accident occurred Saturday, May 19, 2007 
  in Fishers, IN 

Aircraft: Piper PA 46-350P
Registration: N411MD 
Injuries: 2 Uninjured

On May 19, 2007, about 1215 central daylight 
time, a Piper PA 46-350P, N411MD, piloted by 
a private pilot, sustained substantial damage 
during landing at the Indianapolis Metropolitan 
Airport (UMP), near Fishers, Indiana. The 
personal flight was operating under 14 CFR Part 
91. Visual meteorological conditions prevailed 
at the time of the accident. No flight plan was 
on file. The pilot and passenger reported no 
injuries. The flight originated from the Marion 
Municipal Airport, near Marion, Indiana, at 
time unknown and was destined for UMP.

NTSB Identification: CHI07FA183 
14 CFR Part 91: General Aviation 
Accident occurred Thursday, June 28, 2007 
   in Wellsville, MO 
Aircraft: Piper PA-46-500TP
Registration: N477MD 
Injuries: 3 Fatal

On June 28, 2007, about 0815 central daylight 
time, a Piper PA-46-500TP, N477MD, was 
destroyed on impact with terrain following 
an in-flight breakup near Wellsville, Missouri. 
The personal flight was operating under 14 
Code of Federal Regulations Part 91. Visual 
meteorological conditions prevailed in the area 
at the time of the accident. An instrument flight 
rules flight plan was on file and was activated. 
The pilot and two passengers sustained fatal 
injuries. The flight originated from the Spirit of 
St Louis Airport, near Chesterfield, Missouri, 
about 0752, and was destined for the Buffalo 
Municipal Airport, near Buffalo, Minnesota. 
 
Preliminary information from the Federal 
Aviation Administration showed the flight 
was given a clearance to climb to flight 
level 230 (pressure altitude of 23,000 feet). 
The flight’s radar track showed that the 
airplane turned. Radar contact was then lost. 
 
Ground and aircraft observers located the 
airplane wreckage. The forward fuselage, 
inboard wing sections, and nose came to 
rest in a field about one mile southwest of 
the intersection of Highway AA and Red 
Barn Road. A smell consistent with jet 
fuel was present at the forward fuselage. 
The rear fuselage and empennage came 
to rest inverted about one quarter mile 
northwest of the forward fuselage section. 
The recovered wreckage was found along a 
path approximately on a 225-degree magnetic 
heading from the furthest piece of wreckage 
to the forward fuselage section. The distance 
of that path was about four nautical miles. 
 
An on-scene examination of the wreckage was 
conducted. Inboard sections of both wings 
remained attached to the fuselage. Examination 
of the top of the fuselage at the cabin entrance 
door revealed a linear depression with linear 

media transfers consistent with the right 
wingtip color, the color of the fuel cap, and 
the de-icing boot. The cabin window opening 
on the left side of the fuselage aft of the 
cabin door contained deformed sections of 
aluminum. Those sections were coated with 
sealant and exhibited a smell consistent with 
jet fuel. Flight control cables were traced and 
all breaks found were consistent with overload. 
 
The engine was disassembled. Engine control 
cables were traced from the cabin to the engine. 
Liquid consistent with jet fuel was found in the 
fuel filter. The turbine disks and blades rotated 
when the compressor was rotated by hand. 
No pre-impact anomalies were detected. A 
weather study of in-flight weather conditions 
at the time of the accident will be conducted.

NTSB Identification: ANC07FA073 
14 CFR Part 91: General Aviation 
Accident occurred Monday, August 06, 2007 
   in Sitka, AK 
Aircraft: Piper PA-46
Registration: N35CX 
Injuries: 4 Fatal

On August 6, 2007, about 1255 Alaska daylight 
time, a wheel-equipped Piper PA-46 airplane, 
N35CX, was destroyed by impact and post-
impact fire when it collided with trees and 
a residence during an instrument landing 
approach to the Sitka Rocky Gutierrez airport, 
Sitka, Alaska. The airplane was being operated 
by the pilot as an instrument flight rules (IFR) 
cross-country personal flight under Title 14, 
CFR Part 91, when the accident occurred. 
The private certificated, instrument-rated 
pilot, and the three passengers, received 
fatal injuries. Instrument meteorological 
conditions prevailed in the area at the time 
of the accident. The flight originated at the 
Victoria International Airport, Victoria, Canada, 
about 1100, and an IFR flight plan was filed. 
 
According to Federal Aviation Administration 
(FAA) personnel, the airplane was landing at 
the Sitka airport, and had been cleared for the 
RNAV GPS 11 approach by the Anchorage 
Air Route Traffic Control Center (ARTCC). 
The pilot contacted the Sitka Flight Service 
Station (FSS), and reported that he was 
planning a circling approach to runway 29. 
 
Witnesses on the ground in Sitka, both near the 
harbor and in the city, reported that the weather 
in the area included low clouds and reduced 
visibility due to rain. The airplane was heard, 
but not seen, circling several times over the 
city, which is north of the runway. One witness 
saw the airplane descending from the base 
of clouds that he estimated as 500 feet above 
the ground. The airplane collided with several 
trees, separating the outboard portion of the 
left wing. The inboard section of the left wing 
separated from the fuselage just prior to the 
airplane’s collision with a house. An extensive 

post-crash fire consumed the residence, and 
destroyed the airplane. The homeowner was 
not in the residence at the time of the collision. 
 
At 1253, an aviation routine weather report 
(METAR) at Sitka, Alaska, was reporting, in 
part: Wind, 290 degrees (true) at 5 knots; 
visibility, 3 statute miles in light rain and 
mist; clouds and sky condition, few at 400 
feet, 1,000 feet overcast; temperature, 55 
degrees F; dew point, 55 degrees F; altimeter, 
29.88 in Hg; remarks, rain began at 1228.

NTSB Identification: SEA07LA254 
14 CFR Part 91: General Aviation 
Accident occurred Friday, September 07, 
   2007 in Corona, CA 
Aircraft: Piper PA-46-350P
Registration: N6070X 
Injuries: 1 Uninjured

On September 7, 2007, about 1608 Pacific 
daylight time, a Piper PA-46-350P, N6070X, 
sustained substantial damage during a 
forced landing following a loss of engine 
power on initial takeoff climb from Corona 
Municipal Airport, Corona, California. The 
private pilot, the sole occupant, was not 
injured. The pilot was operating the airplane 
as a 14 CFR Part 91 personal flight. Visual 
meteorological conditions prevailed and no 
flight plan was filed. The flight was originating 
when the accident occurred and the intended 
destination was Santa Monica, California. 
 
According to the pilot, as the airplane 
climbed through 500 feet, the engine 
“sputtered” and subsequently “quit.” He 
executed a forced landing to a construction 
site. The airplane touched down in rough 
terrain, and the landing gear sheared off.

Accident Synopsis
Over the last six months, we had 7 accidents 
reported to the NTSB. There were eighteen 
(18) individuals in these planes and nine (9) 
were fatalities. Only one PA-46 was a turbine, 
and that was an in-flight breakup with 3 
fatalities in VMC! Was this clear air turbulence?  
A Malibu crashed into the Atlantic Ocean and 
we will probably never know what happened. 
The wreckage has never been found, with 
little information available on the accident 
that gave us two more fatalities. The third 
fatal accident involved a Mirage attempting 
to land in bad weather in Alaska, resulting 
in four fatalities. The rest of the accidents 
involved a nosegear collapse, another landing 
accident in Indiana and what appears to be a 
downwind takeoff on a relatively short runway.
Two of the fatal accidents were weather related. 
I assume the in-flight breakup was some sort 
of turbulence phenomena. Are we flying these 
turbines above Vmo?  The accident in Alaska 
was clearly low weather induced.  We hope 
for a better record in the next six months.



WINTER 2007 �0 M•MOPA WINTER 2007 �1 M•MOPA



WINTER 2007 �� M•MOPA WINTER 2007 �� M•MOPA

During my tenure in the 1990s as manager 
of the Butler County Regional Airport (HAO) 
in Hamilton, Ohio, I was surprised by the 
number of aircraft that ran off the runway after 
landing. Typically the victims were bruised 
egos, along with runway lights and signs. 

Muddy Detour
Under my watch the runway was lengthened 
and widened, which meant the dirt adjacent 
to the runway was torn up. Major contouring 
was done to the infield. When the contractor 
stopped work for the winter, leaving us with 
mud as the defining borders of all our runways, 
the truth about errant aircraft was soon 
made evident. By spring, when construction 
resumed, aircraft wheel tracks crisscrossed 
the mud in significant numbers. Flight school 
aircraft appeared with mud on their tires 
through the winter, with surprising regularity. I 
personally pulled three aircraft out of the mud.

Casting Stones
Pilots are clearly having control issues. But I 
cannot cast stones. Shortly after getting my 
private ticket, I invited a friend to take a Sunday 
ride to nearby Lunken Airport for breakfast 
in a rented Cessna 172. By the time we got 
back to Hamilton, the winds had kicked up, 
as did my adrenaline. On short final my friend 
was trying to get my attention to look at some 
cows in the field below. I had other concerns. 
As we touched down I felt as if the tail was 
coming up over my left shoulder. I kicked the 
rudder to the right to correct for the sensation, 
but sailing off the runway we did go. As I tried 
to slow down, a ditch parallel to the runway 
quickly approached. I managed to come 
to a stop about three feet from the edge. I 
applied some power and taxied back up onto 
the runway. My passenger seemed oblivious 
to what had transpired, and to this day has 
never mentioned a word about that Sunday 
morning. As for me, that incident triggered an 
intense study to understand and deal with the 
effects of crosswinds on landings and takeoffs.

My Other Airplane is a Decathelon
by Bob Conrad

Views from a JetProp

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

Like a Champ
In 1992, I purchased a 1957 Champ. I knew 
the little guy would be unforgiving with takeoffs 
and landings since the CG is located behind 
the main wheels. If you do not master “dancing 
on the pedals” at all times when the wheels 
are on the ground, the tail will lead the way. 
My instructor predicted that the Champ 
would most likely get away from me at 
about 20 hours. He also divined that I would 
need to accumulate about 200 hours before 
I mastered the aircraft. He was spot on 
the money with his timelines. The Champ 
taught me a lot in the air as well, including 
proper coordination between ailerons and 
rudder. Slow flight for landings allowed me 
to develop a feel for when the airplane gets 
mushy and is about to stall. This leads to 
good coordination between pitch and power.

C’mon, Buy It
About 1997, a friend who flew a Pitts in 
aerobatic competition talked me into buying 
a Decathelon. He turned out to be a great 
instructor who taught me all the basic 
aerobatic maneuvers. I have no ambitions 
to fly competition, but I am interested in 

the ability to maintain control of the aircraft 
at all times. Staying ahead of the aircraft 
is the key to flying safely. If your airplane 
gets ahead of you, and you bend no metal, 
consider yourself lucky. Push that luck often 
enough and the outcome will not be pretty.

White Line
The tricycle gear configuration has allowed 
pilots to become lazy on the controls. If the 
nose is not pointing straight down the runway 
when we touch down, the aircraft just jerks 
towards the direction we are traveling because 
the nose wants to lead. Wide runways allow 
us to roam from side to side seeking out the 
illusive center line. Center line, you say? Who 
pays attention to that big white line? Just get 
the plane on the ground. Well, I have news 
for you. That big white line is your measuring 
stick on how much control you had during 
your landing. If you can not land on and roll 
out on that line you are not in total control.
Do you know why a white line is painted down 
the center of the runway? For pilots! Even at 
demonstrated crosswind limits you should be 
able to hold that line. The key is to keep the 
upwind wing down and steadily increase aileron 
control once the upwind wheel touches the 

ground. Plus, keep the nose pointing straight 
down the center line through fast corrective 
rudder coordination. This is where tail wheel 
time greatly improves your skills. How do you 
know that you are good verses lucky? If you 
can stay on the center line; just that simple.
By the way, all the same rules apply to taking 

off. Never do a running takeoff. Instead, 
taxi onto the runway, line up on the center 
line with your nose wheel on the line, and 
stop. Complete one final check, being sure 
to include trim. Check the winds and put 
your ailerons into the wind. Coordinate 
power increase with rudder control to hold 

the line and fly off the line. Once airborne, 
crab into the wind to hold the center line.
When you have mastered these techniques with 
proper control inputs, you will have joined the 
elite group of pilots who can sign their name, 
“John Doe, pilot, master of the center line.”

Keep Learning
I have emphasized many times in this column 
that you must take the time to enjoy your 
airplane, and learn at the same time. You need 
to go out and practice the basic maneuvers 
you learned while getting your private ticket. 
Do takeoffs and landings until you get them 
right. Look for windy days to practice. Go out 
alone, or with a good instructor so you have 
no distractions. If you think you are getting 
plenty of practice because you fly frequently, 
going hither and there, well, I am here to warn 
otherwise. Remember that corporate pilots, 
who likely fly much more frequently than 
you do, take a break every six months for 
a few days of intensive training. Beware the 
danger of slowly sinking into complacency; 
do not let your guard down. Wake up! 
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Making the Turbine Transition
by Doug Pendleton

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

Meridian!

Every time I deliver a Meridian to a happy 
new owner my job seems more like play than 
work.  While giving demonstration flights to 
prospective buyers is certainly great fun, 
nothing is quite as satisfying as time spent 
focused intensely on the aircraft with the client 
during his transition to this wonderful airplane. 

Handshake and More
Each new Meridian comes with a factory-
paid training slot at SimCom, which does an 
excellent job with both initial and recurrent 
training. But the picture is often more 
complicated than initial training for pilots new 
to a turbine. Insurance companies seem to 
have the most regulatory control on what we 
fly and when. Such concerns are why selling 
an airplane is not just a handshake and a 
boot out the door. Aircraft sales professionals 
are often instrumental in assisting their 
customers through the treacherous shoals 
of early ownership. Many of us are CFI’s 
experienced in the products we sell, and this 
experience translates well for our clients. 
My most recent customer, Jack Cantrell, 
from Saint Simons Island, Georgia, was 
kind enough to let me share our experience.

Moving Up
Jack is an excellent example of a new Meridian 
owner. He is a private pilot with a single engine 
instrument rating who has steadily moved up 
through the Piper line. He uses his aircraft 
for personal and business applications. 

I first met Jack nearly four years ago when I 
sold him a new Piper 6XT. At the time Jack 
owned an immaculate fully-restored Cherokee 
Six, but he needed more performance. We 
ordered a new 6XT to his specifications. 
Like many new owners, he wanted to pick 
up his new plane at the factory. I made 
arrangements to meet Jack at his home field 
in a Mirage and fly him down to Vero Beach. 
The objective was simply to provide us with 
transportation, but Jack had never before 
flown in a Mirage and he was immediately 
impressed. Enough so that two and a half 
years later, Jack placed his order for what 
would become the first Mirage with the new 
Avidyne three-screen display. I spent a few 
hours flying with Jack both in his new 6XT 
and the Mirage after each delivery to assist 
in the transitions. Although not required 
from the insurance company in these 

circumstances, such introductory flights are 
a valuable service available to our customers.

Moving Up Again
The moving up bug did not stop with the 
Mirage. Jack had about 150 hours in his piston 
PA46 by the time his new Meridian was ready. 
I often have customers who prefer to schedule 
SimCom training before their new plane is ready 
for delivery, and Jack was no exception. He 
completed his initial training nearly two weeks 
before his Meridian rolled off the factory line. 

The insurance company required him to 
have 15 hours of dual in addition to the 
initial training, so our mission was defined.  
Let me also mention that in many cases, 
some time is needed simply to become 
accustomed to a new suite of avionics. 
However, Jack’s Mirage had a panel nearly 
identical to the Meridian’s, except for the 
autopilot. We could therefore focus strictly 
on the differences in the airframe and engine.

Kick the Tires
We began with the preflight, which overall is 
similar to the Mirage walk-around. Standing 
in front of the cowling is also a good time to 
remind new turbine pilots to use the proper 
engine oil. None of that multi-grade stuff.

Next we settled into the cabin in preparation 
for the engine start. The new Avidyne display 
is truly a significant improvement over the 
original Meridian panel. One helpful tip is to 
turn on the master even before you get settled 
into your seat. This gives the MFD time to 
initialize and display the battery voltage by 
the time you have your seat harness secured. 

Light the Fires
This brings us to the extremely important 
procedure for starting the engine. Ask any 
seasoned turbine driver: the greatest potential 
for severe damage to a turbine engine is during 
engine start. Moreover, trashing a turbine engine 
is simple: just attempt a start with low battery 
voltage. Insufficient battery power will almost 
guarantee a hot start, damage from which is 
not covered under warranty or by insurance. 
But that will be the subject of another article. 

In spite of these real dangers, starting a 
Meridian is far simpler than igniting the piston 

in a Mirage. But you must follow procedures.

First Flight
Our first flight was primarily an opportunity for 
Jack to become familiar with the aircraft. But 
we also used the time to transport his wife to 
Atlanta, where she was preparing to attend a 
friend’s wedding. We flew the relatively short 
trip from Saint Simmons Island to Covington, 
Georgia, at FL 200. The initial portion of 
the first leg was uneventful. The aircraft’s 
performance certainly pleased the new owner, 
delivering a brisk climb to altitude. At cruise 
we settled in at 183 KIAS with a torque setting 
of 1310 and an ITT of 710 degrees C. Our true 
Airspeed was 260 Knots, with an OAT of -5 C. 

Speed and Temperature
Two important aspects about flying the Meridian 
quickly become apparent to the transitioning 
pilot. First, the aircraft has enough power to 
pass right through Vmo at altitudes below the 
flight levels. Secondly, you need to monitor ITT 
and adjust power if needed accordingly as you 
reach cruising altitudes. In other words, the 
airplane is speed limited at lower altitudes and 
temperature limited higher up. The conditions 
of this particular flight allowed for maintaining 
take-off power in cruise, which kept us 
below both speed and temperature limits. 

This brings us to the next subject, ranking 
high with politics and religion in terms 
of controversy: recommended ITT limits. 
Many pilots claim the engine is happy right 
up to 770 degrees C, at which point the 
display turns yellow. Others prefer something 
significantly more conservative, down around 
725 degrees C. Without wading too deep into 
these dangerous waters, allow me simply to 
say that I personally increase my margin by 
about 20 degrees. You can reduce the ITT at 
altitude by turning off your AC when entering 
the flight levels, where cabin cooling is not 
needed. The reduced load on the engine 
is generally worth about 5 degrees, thus 
yielding up a little more available power.

Real World Weather
Our luck with weather did not hold for the entire 
flight. Conditions were deteriorating as we 
approached the Atlanta area, with several tall 
build-ups beginning to form. I cautioned Jack 
about entering clouds in the flight levels with 
any vertical development. I sometimes forget 

how quickly pilots can progress through ever-
more-advanced aircraft with little real-world 
experience in avoiding actual flight hazards. 
Many pilots preconditioned to flying through 
small build-ups at lower altitudes mistakenly 
attempt to translate that practice into the 
flight levels, a potentially catastrophic move.

Aircraft Systems
Our flight the following day was devoted 
to aircraft systems and their application to 
flying techniques. Specifically we focused on 
the power plant, pressurization system and 
rudder trim. Coming out of a Mirage, Jack was 
unaccustomed to opening and closing the 
bleed air and environmental control system 
on each flight. Transitioning Meridian pilots 
often forget, only to be reminded by the 10K 
cabin altitude annunciator during climb-out. 

The difference in rudder trim is also subtle but 
important. Most Mirage drivers understand 
the need to center the rudder trim before 
landing because the spring tension will deflect 
the nose wheel at touch down, making for 
interesting ground handling. The Meridian 

uses a true rudder trim servo, which eliminates 
this particular behavior. But the plane has a 
crosswind dynamic quite different from the 
Mirage, a topic I plan to address in the future. 
Fortunately for us, the surface winds were 
aggressive that day, giving Jack the opportunity 
to get some excellent crosswind experience 
as we flew to several different airports.

Pitch, Power and Performance
The next mindset adjustment during transition 
training relates to speed, power setting, and 
configuration. For cruise operations, the 
Meridian is almost always more efficient at 
higher power settings. This is counterintuitive 
for piston drivers. In terms of maximum 
economy, the key is altitude. The PT-6 is 
a normally aspirated engine, using less 
fuel in thinner air; in addition reduced air 
density minimizes drag on the airframe. 
Flying a turbine therefore means selecting 
the best alt i tude for available power. 

I rode with Jack to Cincinnati’s Lunken Airport 
to pick up an Angel Flight patient. We had 
the opportunity to let this new plane strut 

her stuff. Flying at FL 260 we were able to 
select 1300 for engine torque with an ITT 
of 745 and a fuel burn of 286 pph (about 43 
gph), giving us an indicated 178 KIAS and 
275 knots true. We were fighting a 27 knot 
headwind, but still managed 248 knots across 
the ground. We were both happy campers.

Coming Down
Transitioning to a Meridian requires a new 
mindset concerning arrival procedures 
and configuration. We are conditioned in 
the Mirage to avoid any significant change 
in power when starting our descent. The 
opposite is true in a Meridian.  Descent profiles 
are easily managed simply by reducing power, 
which also flattens the propeller, creating more 
drag. This permits impressive descent rates, all 
without generating excessive speed. Thermal 
shock is not an issue. Just remember to put 
power back in after reaching the new altitude.  

The transitioning pilot will face new checklists, 
procedures and mindsets. But the overall 
work load is actually less in the Meridian 
once you become acclimated to the plane.   
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Issues and Answers
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.

In this issue we will discuss WAAS approaches 
and related GPS issues as a follow-up to the 
academic program at the MMOPA convention. 
If you attended the session on GPS WAAS/
VNAV, or a similar program at your own 
airport, the questions below will be a good 
review.  If you have not yet ventured into the 
world of WAAS, use the following questions 
to get started.  We will begin with the easy 
stuff, with a focus on the ever-growing list 
of acronyms that by now should be familiar 
to all IFR pilots.  We will then delve into 
more of the fine points as we move along.

Since Garmins are the most widely used 
GPS units in our fleet, a few equipment-
specif ic questions are based on that 
manufacturer’s product line. The answers 
could be different for other equipment.  
More  than one answer  may app ly.

1. What does the abbreviation WAAS
 stand for?
 a. widely accepted aviation standards
 b. wide area aviation systems
 c. wide area augmentation system
 d. what an awesome system

2. Which of the following are WAAS 
 approaches?
 a. LNAV
 b. LNAV+v
 c. LNAV/VNAV
 d. LPV
 e. All of the above

3. What does LNAV/VNAV stand for?
 a. lateral navigation/vertical navigation
 b. longitudinal navigation/vertical 
  navigation
 c. lateral navigation/vertical navigation
 d. none of the above

4. What does LPV stand for?
 a. lower peripheral values
 b. locally preferred values
 c. lowest performance values
 d. localizer performance with 
  vertical guidance

5. What equipment does WAAS utilize 
 to provide navigational guidance?

 a. GPS satellite signals 
 b. GEO satellite signals
 c. ground reference stations
 d. airport lighting systems

6. Which of the following does 
 WAAS provide?
 a. horizontal navigation
 b. vertical navigation
 c. enroute navigation 
 d. airport departures 
 e. airport arrivals
 f. vertically guided landing  
  approaches in VFR conditions only
 g. vertically guided landing 
  approaches in IFR conditions
 h. audio warnings for critical waypoints
 i. capabilities for all classes of aircraft

7. With WAAS, a full scale CDI deflection 
 in ENR (enroute) mode occurs at what 
 deviation off course?
 a. 6 miles
 b. 5 miles 
 c. 4 miles
 d. 3 miles
 e. 2 miles
 f. 1 miles

8. With WAAS, a full scale CDI deflection 
 occurs in TERM (terminal) mode at
 a. 3 miles
 b. 2 miles
 c. 1 mile
 d. .3 mile
 e. 2%

9. With WAAS, a full scale CDI deflection 
 occurs in APR (approach) mode at
 a. 2 miles
 b. 1 mile
 c. .3 miles
 d. 2%

10. What conditions must exist to achieve 
 approach mode?
 a. 3 miles of FAF
 b. 2 miles of FAF
 c. inbound to FAF
 d. RAIM available and predicted
 e. 45 degrees of FAF course
 f. 20 degrees of FAF course

11. When flying a classic “T” RNAV/GPS 

approach, when should a turn be initiated?
 a. before the waypoint
 b. at the waypoint
 c. after passing the waypoint
 d. when the numerical heading in the 
  Garmin starts to flash
 e. it depends

12. When expecting a straight-in approach, 
 when should vectors to final (VTF) 
 be activated?
 a. as soon as the approach is selected
 b. when being vectored to final
 c. when within 30 degrees of final
 d. when inbound to the FAF
 e. when within 20 degrees of course
 f. when inside the FAF
 g. when within 45 degrees of course

13. How does the pilot know when vertical 
 guidance is available and which 
 minimums listed on an approach plate 
 to use?
 a. depends on the aircraft equipment
 b. depends on RAIM available
 c. depends on what appears in 
  the Garmin’s approach mode 
  indicator box
 d. depends on visibility

14. What does it mean when flying an 
 LNAV approach and LNAV+v appears 
 in the approach mode indicator box?
 a. visual conditions are required to fly 
  the approach
 b. LPV minimums may be used
 c. a glide slope should be available
 d. increase visibility requirements by 
  200 RVR

15. In the profile view of an approach, 
 what does a heavy V shaped mark near 
 the missed approach point mean?
 a. visual descent point
 b. vertical guidance should be 
  available inbound
 c. LPV minimums may be used
 d. increase visibility requirements by 
  200 RVR

16. How does one determine if planned 
 WAAS outages are expected during 
 a flight?

 a. Consult NOTAMs.
 b. Consult the Facility Directory.
 c. Note the number of satellites 
  available per the Garmin.
 d. Use the RAIM predictor page of 
  the Garmin.

17. How does one determine if RAIM 
 availability is expected at arrival time for 
 a 4 hour trip?
 a. Consult NOTAMs.
 b. Consult the Facility Directory.
 c. Note the number of satellites 
  available per the Garmin.
 d. Use the RAIM predictor function of 
  the Garmin. 

18. Can one use GPS to fly RNAV 
 approaches?  WAAS?
 a. yes
 b. no
 c. it depends

19. What is RNP?
 a. required navigational performance
 b. RNAV performance
 c. routing not provided
 d. really nasty procedure

ANSWERS

1. c.

2. e. With non-WAAS Garmin, the mode  
 indicator box will indicate APR when 
 in approach mode.  With WAAS 
 Garmin, the mode indicator box will 
 indicate the type of approach vertical 
 guidance is being provided for such as 
 LPV or LNAV+r instead of simply APR.

3. a.

4. d.

5. a., b., c.

6. a., b., c., d,. e., g., i.

7. Mode          Full Scale CDI Deflection
                 Non-WAAS       WAAS
 ENR                5nm              2nm
        TERM                1 nm             1 nm       
        APR                   .3nm             .3 or 2% 

8. c. See answer 7.

9. c., d.  See answer 7. With WAAS, in 
 approach mode the CDI indicator 

 works similarly to an ILS where the 
 indicator becomes increasingly 
 sensitive as one approaches the 
 missed approach point.  The cone 
 narrows. This is why WAAS approaches 
 allow lower minimums. Full scale 
 deflection will be at .3nm or 2% when 
 LPV is displayed in the APR indicator 
 box.  

10. b., c., d., f. 

11. e. It depends.  With turn anticipate 
 selected in the GARMIN, the turn 
 should generally be initiated when 
 the numerical heading indicator 
 starts to flash.  This will allow for a 
 smooth intercept without flying through 
 the course.  However, if a waypoint is a 
 “fly over WPt” instead of a “fly by WPt” 
 the waypoint must be crossed before 
 the turn is initiated.  Fly over way 
 points are indicated with a circle around 
 the symbolic waypoint on the approach 
 plate. 

12. b., d., g. If you are not positioned 
 inbound to the FAF within 45 degrees 
 of the final approach fix, the GARMIN 

cont. page 40 
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Issues and Answers
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 will not display the VTF line.  The 
 worst part is that you will have to reload 
 the approach to get it to display 
 properly.  So try to be patient and wait 
 for the proper conditions before 
 activating VTF.

13. a., b., c., d. The appropriate published 
 minimums for the approach indicated in 
 the Garmin approach indicator box may 
 be used.

14. c. Expect to see LNAV+v when 
 approach plates display an arrow with 

 a number indicating degrees of 
 slope from the FAF inbound similar 
 to ILS displays.  The degrees indicate 
 the descent rate of the glide slope. 
 Caution should be used, however, 
 because the approach minimums 
 for the LNAV still apply.  The addition 
 of the glide slope does NOT permit 
 lower minimum descent altitudes. If 
 the +v does not appear, vertical 
 guidance will not be available and the 
 approach should be flown like a LNAV/
 localizer only approach.

15. a.  A visual descent point indicates 
 that the pilot must not descend further 
 unless the airport environment is in 
 sight. The VDP is the point from 
 which a normal descent from the MDA 
 to runway touch down point may 
 generally be commenced on a 
 non-precision, straight-in approach.  
 It is normally the point on the approach 
 that allows a 3 degree descent from 
 MDA.  Although no longer required, 
 prudent pilots use a VDP as their 
 missed approach point.

16. a.  Planned outages will not be 
 indicated in the Garmin RAIM predictor 
 function.

17. d. RAIM prediction pre-flight or 
 during a flight can be determined 
 for your destination at date and time 
 of arrival by consulting the RAIM 
 prediction function of the Garmin.  It 
 is found in the second page of the AUX 
 function.  Receiver Autonomous 
 Integrity Monitoring (RAIM) performs 
 checks to ensure that the Garmin will 
 have adequate satellite geometry 
 during your flight. The RAIM availability 
 should be near 100% in Oceanic,  
 En route and Terminal phases of flight.  
 Because the FAA’s TSO requirements 
 for non-precision approaches specify 
 significantly better satellite coverage 
 than other flight phases, RAIM may not 
 be available when flying some 
 approaches.  

18. c. To fly LNAV or LNAV/VNAV 
 approaches one must have either (1) 
 WAAS avionics approved for LNAV/
 VNAV approaches, (2) a certified Baro-
 VNAV approach system with IFR-
 approved GPS, (3) a certified Baro-
 VNAV approach system with an IFR-
 approved WAAS, or (4) an RNP-
 0.3 certified system.  Approaches with 
 lower minimums are already available 
 to aircraft with RNP-0.2 systems and 
 proper authorization for crew and 
 aircraft.

19. a. RNP is a metric of system navigation 
 capability.  The FAA is moving toward 
 a performance-based national airspace 
 system.  In the future, ones ability to 
 fly in certain areas may be governed by 
 ones ability to achieve precise 
 navigational performance within 
 specific tolerances.  Each aircraft will be 
 certified to a particular RNP.  There 
 are other requirements beyond 
 accuracy that will be defined for each 
 RNP operation before it is implemented. 
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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
PA46 Fuel Quantity Systems

Money Pit
In certain PA46 models, the fuel quantity system 
can be a deep pit into which you throw huge 
quantities of money and time. Over the years 
Piper has used three systems in the plane, with 
varying degrees of success. In this article I will 
address each of these separately, discussing 
common problems and fixes, where available. 

Early Models
From 1984 through 1995, Malibus and early 
Mirages were manufactured with two sender 
units in each wing, and Rochester gauges. 
This simple system works by measuring 
resistance changes as in-wing floats move 
up and down with fuel levels. The system 
has had few problems and continues to 
operate reliably even as the fleet ages.

If a problem develops, either the gauge or 
senders could be the culprit. As a general rule, 
suspect the gauge if the indication fluctuates 
rapidly, usually one side at a time. Suspect 
the senders if the gauge will not read full 
when full, or if the indicator drops to zero. 
New gauges and sender units are available in 
theory, but can sometimes be difficult to find. 
I expect the availability problem to get worse 
since this system has not been used by Piper 
in production aircraft since 1995. Happily, 
the senders and the gauge are repairable by 
Air Parts of Lock Haven. We have had great 
luck having both components repaired in 
a reasonable price range and time frame. 

Modern Marvels 
With the Meridian, Piper moved from resistance 
to capacitance as the means of measuring 
fuel quantity. Each Meridian wing contains 
five capacitance-type probes that sense 
fuel levels in the tank. The total capacitance 
value of the probes is processed by the 
Data Acquisition Unit (DAU) into a signal 
that is displayed on the Engine Display Unit 
(EDU). Having no moving parts, the system 
has generally been trouble-free. In fact, the 
Meridian fuel quantity system is one of the 
few systems on the plane as yet unaffected by 
service letters or bulletins. The most common 
squawk we have seen is an intermittent 
loss of fuel quantity reading on the EDU. 

Partially Modern Marvels
Sharp readers will notice that I have skipped 
right from the Malibu to the Meridian, leaving 
out the current Mirage. Well, I am just 
getting warmed up. Once again, the late 
model Mirage has given me ample material 
with which to turn what would have been 
a mere footnote into a full-length article. 

The story begins in 1996 when Piper replaced 
the reliable but boring Rochester gauges with 
sexier Transicoil units as part of their new 
instrument package. Immediately apparent: 
the previously bullet-proof senders were 
not compatible with the Transicoil gauges. 
Piper tried to address the problem by 
supplying “matched senders” and by more 
rigorously calibrating the gauges. After these 
measures failed to make any real difference, 
in 2000 Piper issued SL 1030 calling for 
replacement of the senders with redesigned 
units. But alas, if anything, with that fix the 
problems became worse. Seven years later 
the Mirage fuel quantity problem remains 
firmly seated among the top three most 
frequent reasons for MMOPA hotline calls. 

So Many Problems, So Little Time
The system is frustrating because malfunctions 
are so varied, and often intermittent. The 
complaints that I most often encounter include: 
•	 Indicator “hangs up” and shows “full” 

until fuel level reaches around 35 gallons. 
Needle then drops precipitously.

•	 Gauge gets stuck, will not register higher 
or lower than a certain level. 

•	 Fuel quantity is not accurate at any level. 
•	 Full tanks will not show full until aircraft is 

moving.

Bull by the Horn
Any one of these issues, or a combination 
thereof, can happen just once, all the time, or 
intermittently. So what can you do if your fuel 
quantity system is driving you crazy? My current 
recommendation, while not always popular, is 
to live with the problem. But if you are one of 
those people who just cannot stand to have 
any item on the plane not working properly 
(and you know who you are, Jeff Schweitzer), 
you can try any of the remedies listed below. 

Just understand that there is no guarantee 
that the problem will be permanently or even 
temporarily fixed. Anyone who tells you that 
reliable repair or troubleshooting protocols are 
available for this problem just has not yet been 
kicked in the teeth as many times as I have.  
Nevertheless, I will share some of the ways I 
have tried to fix these problems over the years. 

Keep flying. The problem may disappear 
m y s t e r i o u s l y,  a n d  y o u  m a y  n e v e r 
again see a recurrence, at least not 
until the day you try to sell the plane.

Remove and reinstall the senders.  If your 
fuel quantity will not read accurately high or 
low, remove the senders from the wings and 
reinstall them, making sure that the wires 
are secured to the float “stands” with a tie 
wrap. Wires left free can float around and 
catch the float.  Sometimes, mysteriously, 
removing and reinstalling the floats fixes the 
problem, even if the senders were perfectly 
installed in the first place. I know not why. 

Replace the senders with new units.  I 
call this the “Vegas” approach, reserved 
exclusively for high stakes gamblers. The 
labor-intensive process of installing expensive 
new senders may fix the problem immediately, 
permanently, temporarily or not at all. You 
may even have the cruelest outcome, where 
the new senders fix your original problem 
but cause an even more irritating one. When 
considering the Vegas approach, remember 
that I have unpacked many defective, factory-
new fuel senders. Unfortunately, the only 
way to know the units are defective is to 
install them, and Piper will not reimburse 
for labor to replace new but defective parts. 

Brightly Tarnished Future
We have been hearing persistent rumors 
for years that Piper is reengineering 
these senders, and that new ones will be 
available any day. For those of you out there 
counting on these new senders, with the 
irrational, against-all-odds hope of a man 
awaiting his Eclipse delivery, I recommend 
you file that one under “urban legend.”  
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Getting Wet: How to 
Survive a Ditching
by Jeff Schweitzer

Our departure from Goose Bay, Labrador, 
was uneventful as we launched into clear 
skies at the reasonable hour of 7:00 am. 
The weather at Narsarsuaq, Greenland, was 
reporting good VFR. Soon Sally and I were 
settled in comfortably at 27,000 feet, looking 
forward to our first 680 nm leg over the North 
Atlantic. Having a vast expanse of water 
underneath was a new experience, but the 
trip had a feel similar to my usual jaunt from 
our home in central Texas to Tucson, Arizona, 
a trip we routinely make every month on our 
way to California, covering about the same 
time and distance. We eagerly anticipated 
the upcoming tour of Greenland, before 
moving on to the next destination, Iceland. 

My first thought was that the gauge was 
reading incorrectly. Just a few seconds 
earlier all indications were good; but the 
needle was now in the yellow, threatening a 
sudden loss of oil pressure. As we passed 
the half-way point, the timing could not 
be worse. Surely this must be a mistake?

That hopeful thought was rudely interrupted 
when the engine died. Hanging precariously 
over the ice-cold waters of the wind-swept 
North Atlantic, I was now nothing but a 
short-distance glider. The only noise to be 
heard was my pounding heart. Gravity was 
going to win this battle. We were going 
down, and we were going to get wet. I 
feathered the prop and set up for best glide. 

After recovering from the terrible shock, 
I  had three primary concerns: could 
we survive the initial impact, could we 
successfully exit before the airplane sunk, 
likely handicapped with serious injuries, 
and could we survive the chilly waters? 

Scared Straight
That scenario, which fortunately never 
happened, and those survival concerns, are 
why Sally and I decided to take the ditching 
course offered by Survival Systems USA, Inc. 
in Groton, CT. In anticipation of our trip across 
the Atlantic, we had purchased the best life 
raft, life vests and survival suits available, 
but had no idea how to use the equipment 
effectively. I could imagine the terror of ditching 
in a rough, cold sea, and I wanted to give us 
a fighting chance if the worst came to pass. 

The Right Course
Outside of the military, opportunities for 
realistic ditching training in the United States 
are surprisingly limited. My internet search 

quickly narrowed the list to two, although I 
suspect a more diligent search would yield 
others. The Marine Survival Training Center 
at the University of Louisiana in Lafayette 
was one option. The institution’s proximity to 
the Gulf of Mexico is a natural fit for training 
off-shore oil workers. The other option 
was Survival Systems USA, Inc. in Groton, 
Connecticut. With no prior knowledge, the 
choice was really a flip of the coin for me. 
A trip already planned to the east coast, 
and our previously good experience with 
Columbia Air Services in Groton during 
the MMOPA convention, sealed the deal. 

One call confirmed that I had made a good 
choice. Hugh Teel worked diligently to 
squeeze Sally and me onto his calendar, 
accommodating our tight schedule. He fit 
us in with a class of nine FBI agents; we 
would be the weak link in the chain. Our 
schedule limited us to one day of pool 
training; Survival Systems also offers a two 
day course in which students are taken out to 
the open ocean to repeat the previous day’s 
pool training in a more realistic environment.

Class Room
The morning was filled with classroom 
discussions and demonstrations. Our 
chief instructor, Bobbi Lytle, was a perfect 
teacher, an ideal combination of competence, 
experience and friendly professionalism. She 
guided the class through some important 
basics, including an overview of the many 
conditions that impact survival and the 
various categories of different hazards that 
we would face if ditching. We next examined 
how those hazards could be mitigated with 
proper procedures, equipment, and training.

Bobbi demonstrated how to brace for impact 
with rear- and forward-facing seats. Pilots have 
to learn to brace and fly at the same time. In 
most fatal accidents, investigators know who 
was flying the airplane at the moment of impact 
by noting who had broken thumbs; so we were 
taught to grip the yoke in a way that will protect 
our hands. We desperately need those thumbs 
if we are going to escape from the airplane.

After viewing a video of a helicopter crash 
off the deck of an aircraft carrier during a 
Marine training flight, we heard from one of 
the soldiers who survived that accident. His 
tale offered a sobering look at the real world; 
injury, disorientation, fear, the sudden rush of 
cold dark water, and bulky equipment were 
the very real hazards he faced. With a broken 

back and one breath he had to find his way 
back through the chaotic and dark interior of a 
downed and submerged helicopter to a small 
opening; he could not fit through so he had 
to shed his gear to squeeze by as his air was 
nearly depleted. On the surface, burdened with 
a debilitating injury and heavy gear, he could 
not stay afloat. He was saved by the safety 
crew on duty for the training exercise. Over 
one-third of the crew and Marines onboard the 
downed helicopter perished in that accident.

With that frightening dose of reality, we 
finished with a review of exactly what type 
of training we would be doing in the pool 
for the remainder of the afternoon. We had 
a one hour break for lunch to contemplate 
our wet future. Sally and I went to a local deli, 
where we joined up with our fellow students, 
the 9 federal agents. I wondered how my 
decaying 50-year-old body would keep up 
with the young and studly men and women 
of the Bureau. They were an impressive 
bunch. I could only hope that experience 
counted for something. Sally takes to water 
like a fish so I had no concerns about her.

Pool Time
As a veteran SCUBA diver with deep-diving, 
hard-hat and mixed-gas experience, I was 
confident that my superior talents and huge 
ego would serve me well. I was appropriately 
humbled; turns out that being thrown into the 
water and yanked upside down while strapped 
into a seat in a small space is somewhat 
disorienting. Hence the need for training. 
Here is the serious point: if my first dunk was 
disorienting, and indeed it was, somebody with 
less experience in the water would certainly 
find the experience even more difficult. Without 
training I can say with some confidence that 
my chances of egressing from a sinking 
airplane in rough seas after a violent impact 
would be less than zip. Even after training the 
odds are not good, but at least are not zero. 

Orientation
In real estate one is always taught that the 
only important factor in a sale is location. 
Well, in ditching, the most important factor is 
orientation. If you get confused about where 
you are, you will never find an exit; and if by a 
miraculous stroke of luck you happen to find 
an exit, you will not know in which direction 
the handle operates. With one held breath, 
you do not have much time to work out that 
puzzle. You absolutely must remain oriented 
to the airframe at all times, no matter if the 
airplane is upside down or sideways. That 

is the first key to survival. You stay oriented 
first and foremost by remaining in your seat, 
with the seat belt on. If you are by a door, you 
open the door first, push it out, grip the door 
opening with one hand to remain oriented, 
and only then release your seat belt and make 
your way through the opening. If you are not 
near a door and need to move toward one, 
you first grab an object or seat that you have 
previously determined will be your first step 
toward the door; only after firmly grabbing that 
object or seat do you release your seat belt. 
You then reach for the second object or seat 
you earlier determined would constitute your 
path to the exit. If the airplane is upside down, 
you walk upside down, always keeping normal 
orientation to the airframe. That is the only way 
to avoid confusion and disorientation. At first, 
this is highly counter-intuitive. But after a few 
dunks, the wisdom of that approach becomes 
crystal clear. Orientation is your only hope 
for survival. That means any time you enter 
a new aircraft, you should note the location 
of exits, and determine your path to them.

The Drill
With more bravado than brains, I decided to take 
my first dunk wearing a survival (immersion) 
suit. I didn’t need no stinkin’ practice. The 
word “suit” by the way is highly misleading; 
this is a big air bag from which your neck 
sticks out through a tightly fitting, and highly 
uncomfortable, rubber opening designed 
by a sadist to squeeze out your last breath.

Prior to dunking, we practiced, with our eyes 
closed, finding the handle to the door we 
would exit. The drill is that you get dunked 
and flipped upside down; you take a breath 
just before the water reaches your head, and 
close your eyes. Water goes up your nose, and 
you don’t fight it; doing so would just waste 
precious air. You close your eyes because 
visibility is likely going to be bad, particularly 
in salt water, and the water will certainly 
contain nasty, potentially blinding chemicals 
from the crash. In addition, the site picture 
would probably be disorienting, and unhelpful 
anyway. So you need to learn to exit by feel. 
Prior to the first dunk, I diligently sat in my 
seat, repeatedly reaching for the door handle 
with my eyes closed. Piece of cake: hand 
on my knee, a lateral move about 6 inches, 
and voila, there is the handle every time.

In we go, plunged into the pool, flipped over 
180 degrees, and I reached for the handle 
just as practiced. But I did not find the handle. 
Nope. So I went back to my knee, did the 
lateral move again, but still no handle. Hmm, 
not good, as I hung there upside down, belted 
in, running out of breath, with no obvious exit. I 
would like to say that I was cool and collected 
but in fact the first tingling of panic set in. But 
I was calm enough to try a third time: hand 
on knee, lateral move over, and … no handle.

Here is the problem: I practiced finding the 
handle in the air; underwater, the survival 
suit was so buoyant that my arm had a 
completely different trajectory. My muscle 
movement was the same, but the resulting 
arc was not. I was not near the handle.

At this point, the fun and games ended, and 
I really needed to get out. Since this is a 
training environment, the back of the simulated 
fuselage is completely open, and always an 
easy out. So I released my seatbelt with the 
intent of flipping over my seat to go out the 
back. But as soon as I released my seatbelt, my 
buoyant survival suit slammed me up against 
the top (bottom actually) of the airframe. Now 
I had to claw my way toward the back opening 
and pull myself away so I could get to open 
water. By the time I reached the surface I was 
close to full panic. This was not a good start.

Bad Example
Do not let my experience scare you from 
taking the course. I went on to enjoy the 
remainder of the training, with no further 
incident. Not one other person in my class 
had the slightest problem from the very first 
dunk. Sally aced every dunk without a hint of 
concern. Of course nobody else was dumb 
enough to wear a survival suit on the first try. 
If I had taken just one dunk without the suit, I 
would have been fine. With the experience of 
one or two dunks behind me, I would have had 
the presence of mind to compensate for the 
buoyancy, but the novelty of the experience, 
combined with the handicap of the suit was 
just too much for a first try. At least for me.

All the remaining dunks were uneventful, and 
with each we all gained a bit more confidence 
in the procedures we were taught. By my 
seventh and last dunk, I felt like an old pro. 

But I am truly grateful for that frightening first 
experience: the confusion and fear taught 
me just how difficult a real ditching would be, 
and how much we must prepare and train if 
we are to have any chance of surviving. I am 
as confident as anybody can be in the water, 
yet within a blink of an eye I was in trouble. 
The only solution is training, regardless 
of background or previous experience.

Surface Survival
So now you made it safely out of the airplane, 
onto the water’s surface. You are by no 
means home free. If properly equipped, you 
will be wearing a life vest, and will have a 
life raft to use. If flying over cold water, you 
will be wearing an immersion suit. We were 
taught how to stay together in the water. We 
practiced inflating our vests and deploying and 
getting into the life raft. Bobbi taught us some 
neat tricks for securing the raft to the plane 
in a way that prevents the raft from floating 
away while you are egressing, but without 
jeopardizing the raft should the airplane sink. 
Finally, with the hopeful idea of being rescued, 
we practiced getting into and being lifted out 
of the water by the type of safety basket or 
harness that would be lowered by a helicopter.

Unplanned Vacation
If you ditch in the middle of the Atlantic, even 
with a personal ELT with built-in GPS, you 
may find that your life raft is home-away-from-
home for an extended period. You will be 
fighting high seas, sea-sickness, hypothermia 
(then potentially the opposite concern, sun 
exposure), injury, hunger, thirst, fatigue, and 
potentially dangerous sea life, only too happy 
to make you lunch, just to name a few of the 
most obvious hazards. If rescue personnel 
happen to approach, you need to be spotted, 
not an easy task as a small orange dot in a vast 
sea of endless blue and white. The challenges 
are many, but the science of survival is fairly 
well-established, providing good tips on how to 
mitigate against each of these various threats.

Hypothermia
Cold is a nasty, unrelenting enemy. You will 
not survive more than one hour in water 
colder than 40 0F. Even in water as warm as 
60 0F you will only survive for about six hours. 
When flying over cold water the only solution 

cont. page 46 
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Getting Wet
(continued)

is to deploy a life raft and wear an immersion 
suit. Even properly suited, you definitely want 
to get into the life raft as soon as possible.

Sea Sickness
Our life raft, the Winslow 6-man, comes with 
a first-aid kit that includes Dramamine. Even 
if you are not prone to motion sickness, you 
will want to take that medication immediately 
upon entering the life raft. You cannot 
afford the dehydration that comes with 
the obvious symptoms of sea-sickness. 
Your fellow travelers will be happier, too.

Injury
As Bobbi said so eloquently, you will not be 
performing open-heart surgery in the raft. The 
first aid kit is meant to treat only minor injuries; 
if you are seriously injured, the best you can 
do is try to minimize bleeding, remain calm, 
stay hydrated, and hope for quick rescue. 

Sun Exposure
Once in the raft you become vulnerable to 
dehydration and sun stroke. These are again 
reasons to carry a life raft when flying over 
water. Good life rafts come equipped with a 
canopy that offers full protection from the sun, 
as well as against the spray of sea water, which 
can be extraordinarily abrasive against skin. 
Skin sores and infection are big problems with 
any extended stay in your new floating hotel.

Thirst
The canopy on many life rafts contains a rain-
collection groove; a hose at the bottom allows 
the rainwater to be collected. The higher-end 

rafts come equipped with a hand-powered 
de-salinization pump; the trick is to stay ahead 
of the curve and pump and store enough 
water in advance to always have in hand a 
sufficient amount to meet minimal needs.

Hunger
Upper-end life rafts come with a supply of food, 
good for the number of people for which the 
raft is rated, for 24 hours. So a 6-man raft will 
feed 6 people for 24 hours; or 2 people for 
three days. Beyond that, hope that you can 
catch fish, and learn to love sushi if you do not 
already. Eat any fish that you catch immediately. 

Maurice and Maralyn Bailey survived adrift 
in a tiny dinghy for 117 days after their yacht 
capsized off the coast of Guatemala in 1973. 
I believe that their ordeal still holds the 
endurance record. Bill and Simonne Butler 
survived 66 days adrift in a leaky raft after pilot 
whales attacked their boat in the middle of the 
Pacific. Such long-term tales of survival could 
only be told if food could be obtained from 
the sea and fresh water collected from rain 
or a de-salinization pump. These castaways 
had in common a strong will to survive, an 
important ingredient in any success story.

Rescue
In order to be found, rescuers need to know 
your approximate location so that the search 
can be reasonably narrowed. Once rescuers 
are on site, you need to stand out from the 
background. You can help on both counts. By 
far the best means of helping others find you 
is to carry an ACR Aerofix 406 GPS personal 

ELT. This transmits LAT/LON 
to an accuracy of 110 yards 
using the 406 MHz COSPAS-
SARSAT satellite system. 
You register the unit with 
authorities, so the rescuers 
know not only where you 
are, but who you are as well.

But even with that level of 
accuracy, rescuers still need 
to see you. Of course, your 
l ife raft is bright orange, 
which helps, but can easily 
be missed against foaming 
whitecaps and the vast 
expanse of an endless ocean. 
Carry a signaling mirror. Good 
life rafts come with flares. 
Only fire the flare if you are 
confident the rescue aircraft 
will be able to see you. An 
airliner passing over at 37,000 
feet will do you no good. Be 
careful too not to waste the 
flare on a passing ship unless 
you are nearly certain you will 
be seen; most large ships 
not specifically looking for 
you will probably miss your 
attempts to get noticed. From 

the bridge of a large vessel you are nothing 
but a tiny dot; modern ships usually have a 
small crew, and a flare could easily get missed.

Sometimes a rescue helicopter will lower a 
basket, and you are expected to get in, on 
your own, and hold on. Other times a safety 
swimmer will jump in to assist you. If so, do 
exactly what that person says, without question, 
with no hesitation, and without resistance.

Take a warm shower and have a nice 
hot  meal  when you reach dry land.

Bottom Line
Ditching is no picnic, and is potentially life-
threatening in the best of circumstances. I 
am thoroughly convinced that the only hope 
for survival, even if not great, is to call upon 
experience derived from realistic training. The 
challenge of finding an exit after being flipped 
upside down in the water cannot be simulated 
on a computer or in a classroom; you need to 
experience the event by getting wet. If you fly 
over water, I urge you to take a ditching course. 

I could not have been happier or more 
impressed with Survival Systems USA. 
The staff was incredibly helpful, friendly, 
knowledgeable, and professional. Harry Holt 
at Columbia Air Services was the gracious 
host he has always been; flying to that FBO 
is always a pleasure. The combination is hard 
to beat. You may find other courses that suit 
your needs just as well. But take the course.
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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

 Barbara Mock
 Sunnyvale, CA
Barbara is a professional pilot. She has over 
23,000 hours and holds ATP, CFII ME and 
SE ratings. 

 Johan Peens
 Mokopane, South Africa
Johan’s company is Pitsi Air. He has over 
3800 hours.

 Pat Cunningham
 Calgary, Canada
Pat lists his occupation as Int. Negotiator 
with Talisman Engergy, Inc. He has over 
1100 hours and holds a Commercial license 
with Mult and Instrument ratings.

 Doug Weitman
 Malibu, CA
Doug is a Real Estate Developer. He has 
over 2500 hours and holds a Private license 
with Multi and Instrument ratings. He has 
a Meridian.

 David Boothe
 Baytown, TX
David is a General Contractor. His company 
is Landmark Interest.

 Marc Danna
 Oro Valley, AZ
Marc is SP at J D Russell. He has a Mirage.

 James Walzer
 Boca Raton, FL
James is self-employed. His company is 
Mr. Microchip Software Center.

 Kenneth Jensen
 Langaa, Denmark
Kenneth is a Sales Executive at 2Cap Invest.

 John Vann, PhD
 Plano, TX
John lists his occupation as “Research”. His 
Company is Rushmore Investment Advisors.
He has a Mirage.

 

 Richard Chapman
 N7688
 Beatrice, AL
Richard has a JetProp. His company is 
Conecuh Timber Inc. He holds a commercial 
license with Instrument and Multi ratings.

 Gary Leff
 N172MA
 Calabasas, CA
Gary has a Meridian. He is a Consultant.

 Milton Cook
 N9113Z
 Princeton, KY
Milton owns Milton Farms. He has a Malibu.

 Gregory Hake
 Gainesville, GA
Gregory is a Business Owner. His company 
is One Company Resources, Inc.

 Donald Brown
 Indianapolis, IN
Donald is an Executive. His company is 
Interactive Intelligence.

 Keith Thompson
 Montgomery, AL
Keith is a Physician with the Montgomery 
Alabama Cancer Center.

 Peter Wilhelm
 Court St Etienne, Belgium
Peter is President of Wilhelm & Co.

 Kent Price
 N117KR
 Danville, CA
Kent has a Mirage. He has a Private license 
and an Instrument rating. His company is 
Parker Price Venture Capital.

 Ron Manter
 N111SX
 Marine City, MI
Ron is owner of a metal stamping plant. His 
business is Manter Technologies. He has 
over 3000 hours and holds SEL MEL and 
Instrument ratings. He has a Mirage.
 

 Timothy E. Ray
 Fort Walton Beach, FL
Timothy’s company is Ray Construction, Ltd. 
He has over 700 hours and holds 
a Commercial license with SEL and 
Instrument ratings.

 Gary McElroy
 Orange, CA
Gary lists his occupation as “Real Estate.” 
He is self-employed.

 Barry Andrews
 Bellaire, TX
Barry is Manager at Chevron Corporation in 
Bellville Texas. He has a Private Licence and 
an Instrument rating. He has over 900 hours.

 Michael Simmons
 Overland Park, KS
Michael is self employed. His company is 
Express Scale Parts, Inc.

 Vladimir Klyaznika
 Miami, FL
Vladimir is a business owner. His company 
is COMPLETE Co. Ltd. He holds SEL SES 
IFR and Heli ratings.

 Billy Perrone
 Gloversville, NY
Billy is a Retailer. His business is 
Perrone Leather.

 Garrison Smith
 Palm Harbor, FL
Garrison is a Builder. His company is Unified 
Concepts.

 Jeffre Vascoe
 Houston, TX
Jeffre is an Attorney. His company is 
Vascoe Valdes LLP.

 Daniel Cheung
 Coumbus, IN
Daniel is a CPA. His company is Aviation 
Tax Consultants, LLC
 

 Carlos Longoria
 N408C
 Laredo, TX
Carlos’ company is Exelco Aviation 
Investments, LLC. He has a Mirage.

 Lance Goldberg
 N427AB
 Leawood, KS
Lance has a Mirage. Hid company is 
HLG, Inc.

 Gilbert Kliman
 San Francisco
Gilbert is a child psychiatrist. His company 
is Preventive Psychiatry Assoc.

 Reg Cooper
 Scottsdale, AZ
Reg has over 1750 hours and holds 
a Commercial license with Multi and 
Instrument ratings. He is a Real Estate 
Developer.

 Chad Stettler
 N190CC
 Driggs, ID
Chad has a Malibu. He holds a Private 
license with SEL and Instrument ratings. 
He is retired.

 James Smith
 St. Louis, MO
James is a Developer. His company is 
IFC Inc.

 Curtis Turner
 N146ZF
 Salt Lake City, UT
Curtis is an Executive with Reaction 
Polymers, Inc. He has a Malibu and holds 
an Instrument rating.

 Jim Davidson
 N2569Y
 Bothell, WA
Jim is a CPA. He has a Malibu. His firm 
is Davidson, Davidson, & Hawkins, CPAs 
PLLC.

 Kent Moneypeny
 N4323P
 Memphis, TN
Kent has a Malibu. He is an Investment 
Banker. His firm is Morgan Keegan.

 Rick Evans
 N629DK
 Huntington Beach, CA
Rick is a New Car Dealer. He has a JetProp 
and holds MEL and Instrument ratings. 
His company is Huntington Beach 
Chrysler Jeep.

 

 Ed Rachel
 Palm Harbor, FL
Ed’s company is Ferrous Wheel Aviation.

 David Russell
 Solana Beach, CA
David is CFO at Russell Trailer LSG. He has 
over 2400 hours and holds SEL/MEL/Comm/ 
and Instrument ratings.

 David McGirt
 N151JD
 Suwanee, GA
David’s company is Tacora Wireless. He has 
a JetProp and has over 1300 hours.

 Jim Polstra
 Boulder, CO
Jim is an Engineer with Avidyne Corp.

 Jeff Whitham
 Garden City, KS
Jeff is a Bank Officer at Western State Bank. 
He has over 1050 hours and holds an IFR 
and Multi engine ratings.

 Dennis Wulf
 Broken Arrow, OK
Dennis is President of Wetsco, Inc.

 Daniel Alter
 Downers Grove, IL
Daniel is a Physician with Midwest Retina 
Consultants. He has over 750 hours and 
holds an Instrument rating.

 John Leppien
 N440GT
 Alma, MI
John has a Mirage. He is President of 
Garr Tool Company.

 Rob Holland
 Pacific Palisades, CA
Rob is a Banker. His firm is CCP.

 Mark Gungor
 N5322D
 Green Bay, WI
Mark is a Professional Speaker. He has 
a Meridian. He has over 1300 hours and 
holds a Private License with Instrument 
and Mult ratings.

 Cody Welch
 Linden, MI
Cody is in Aircraft Maketing. He has over 
28,000 hours and holds ATP CFII and A&P 
license/ratings.

 Morris Baker
 Wolfforth, TX
Morris owns Family PowerSports. He has 
over 1400 hours and holds a Private license.

 Mike Nebrig
 Denton, TX
Mike’s company is Nebrig & Associates, Inc.

 Lory Johnson
 N86000
 Oklahoma City, OK
Lory is CEO of Q. B. Johnson Mfg., Inc. 
and holds a Private License with an 
Instrument rating.

 Pete DeSoto
 N1052L
 Millersburg, PA
Pete is CEO of J T Walker, Inc. He has a 
Meridian, and has over 2200 hours, holding 
a Private license and Instrument, SEL SEA 
and MEL ratings.

 Grant Greenslade
 C-GGUU
 Shaunavon, SK, Canada
Grant owns a 550 Malibu. His company 
is Greenslade Consulting.

 Dan Freshley
 Terrace Park, OH
Dan has over 2100 hours and holds an SEL 
rating. His company is Motor Systems Inc.

 George Braly
 Ada, OK
George’s company is GAMI. He is 
an engineer.

 Michael Burrill
 N953CM
 Hillsboro, OR
Michael is retired. He is an ATP with over 
4000 hours. He has a Meridian.

 Kevin Woods
 Dexter, MI
Kevin is President of Variety Die and 
Stamping. He has over 800 hours and holds 
SEL SES and Instrument ratings.

 Hugh Ryan
 Wadsworth, IL
Hugh is retired. No other information 
available.

 Ron Scripsick
 N10694
 Pittsburg, KS
Ron has a Meridian. He is CEO of 
Backyard Leisure.

 Sarl Mirage
 HB-PRJ
 Geneva, Switzerland
Sarl is an Attorney-at-Law. He has over 
400 hours and has a Mirage.

cont. page 52 
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Notes From M•MOPA Headquarters
(continued)

 Willy Gruhier
 Chatillon, France
Willy has a Meridian. His company is 
GESAIR. He has over 3000 hours.
 Al Eatinger
 N953CM
 Ashland, OR
Al is the pilot for Burrill Resources. He has 
over 36,000 hours and is an ATP.

 Damon Diamantaras
 N534P
 Houston, TX
Damon is CEO of GoDish. He has a Mirage.

 Mark Abend
 N463KC
 Hazelton, MO
Mark is the Pilot for Hammer & Steel Inc. 
He has over 5300 hours and holds an 
ATP rating.

 Tom Hauge
 Eden Prairie, MN
Tom is Sales Director for Wings Insurance. 
He has over 1000 hours and holds 
a Commercial license with Multi and 
Instrument ratings.

 Robert Erbrick
 N4366Z
 Katy, TX
Robert has a Malibu. He has over 1030 
hours and holds a Commercial license with 
SEL MEL and Instrument ratings. He is 
Manager of EPIC Merchant Energy.

 Ferry Feist
 Troisdorf, Germany
Ferry is Director at Multibeton GmbH.

 Derrick Teal
 N27PG
 Portland, OR
Derrick has a Mirage. His company is 
Hand Therapy Specialists, Inc.

 Jacob Bijsterbosch
 Doorn, Netherlands
Jacob is Manager at QNH bv. He has over 
2000 hours and holds SEL MEL SEA CPL 
and Instrument ratings.

 Jack Thorp
 Willoughby, OH
Jack has over 2100 hours and holds SEL 
and Instrument ratings. His company is 
Cast Nylons Ltd.

 Scott Parker
 N455MS
 Beaumont, TX
Scott has a JetProp. He has over 4000 hours 

and holds MEL and Instrument ratings. His 
company is Parker Lumber.

 Robert Haynes
 N386KC
 Lenexa, KS
Robert is a Psychologist. He has a Mirage.

 Maroan Maizar
 N46U
 Zumikon, Switzerland
Herr Maizar is a banker. His company is 
Deutsche Bank AG. He has a 310 Malibu.

 John Dziuba
 Miami, FL
John has a JetProp. His company in Miami 
is DASI. He has over 900 hours.

 Bob Bull
 Melbourne, FL
Bob is CEO of CMS. He has a Meridian.

 Kristian Grimland
 N455LG
 Elizabeth, CO
Kristian is General Manager of The Maverick 
Companies. He has a Meridian, and has 
over 2000 hours.

 Keven Sasser
 Edmond, OK
Keven is Regional VP of TESR, Inc.  He has 
over 250 hours 

 Jim McManus
 Boca Raton, FL
Jim is retired. No other information availabe.

 Greg Fleming
 London, ON, Canada
Greg is a Commercial Pilot. His company is 
Canadian Helicopters.

 Brett Lessley
 Tulsa, OK
Brett’s company is Lessley Properties, LLC. 
No other information available.

 James Cozby
 N303JW
 Houston, TX
James has a Meridian. He has over 2500 
hours and holds Mult and Instrument 
ratings.

 Daniel Poit
 N990DP
 Hickory, NC
Daniel is Professional Pilot. His company is 
Dominion Management Group. He has over 
4000 hours and holds CPL, CFII and ME 
ratings.

 

Ken Ibold
 Jacksonville, FL
Ken is Editor of Twin & Turbine Magazine. 
Welcome to MMOPA Ken!

 Rodney McDermott
 Coto de Caza, CA
Rodney is an Executive Recruiter. 
He has over 500 hours and holds an 
Instrument rating.

 Clint Knoblock
 Lapeer, MI
Clint is a pilot for Lee Contracting.

 Donal Vinik
 Boca Raton, FL
Donald is a former member who has 
rejoined us. Welcome back Donald. 
He is a Security Trader.

 James Dunn
 Oklahoma City, OK
James’ company is James Dunn & 
Associates, PLLC. He is an Attorney.

 Daniel Pulsipher
 Murrieta, CA
Daniel is a Dentist. His company is 
Springs Dental Care.

 Chris Hill
 N709CH
 San Antonio, TX
Chris is in Real Estate. He has a Mirage.

 Eric Teng
 Flushing, NY
Eric is a Pharmacist/Real Estate Developer. 
His company is MediSpace Drugs, LLC.

 George Banker
 Durango, CO
George is retired. He has over 1700 hours 
and holds SEL and Instrument ratings.

 Robert Rieger
 Avila Beach, CA
Robert is retired. He has over 450 hours 
and holds an Instrument rating.

 Jean Moffitt
 Columbus, OH
Jean is an Account Officer with Scope 
Aircraft Finance.

 Fred Morrison
 Huntington Beach, CA
Fred has a JetProp. He is an Executive 
and his company is NexCoil, Inc.

 Terry Marshall
 Ozark, MO
Terry is a Business Owner. He has over 1500 
hours and holds a Commercial license with 
Mult and Instrument ratings.
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Thierry (Terry) Pouille is president of, and the leading force behind, Air Journey LLC. He personally 
organizes every excursion, and always looks for new ideas, new places to visit and new destinations. 
Thierry has accumulated 34 years of flying, in which time he has flown to most of the Caribbean 
Islands, all of the countries of Central America and many countries in Europe. He owns a trusty 
Beech Baron E55 that takes him to many of these foreign lands. He is an avid photographer. 
Thierry can be reached at Thierry@AirJourney.com

by Thierry Pouille

Padova
The Gateway to Venice

For the past five years. Air Journey has 
been escorting groups of pilots to Europe. 
We are frequently asked why we do not 
organize more tours within Europe once we 
have done the most difficult part of crossing 
the Atlantic.  This year, we have, marking a 
departure from our regular program, with 
an extended stay in Europe and additional 
visits to Ibiza, Spain; Venice, Italy; Corsica, 
France, and the vineyards of St. Emillion.  
We first set our sights on Venice as the best 
response to the requests for longer visits. 

Venice is served through the international 
airport of Venice Tessera (LIPZ). While fully 
IFR equipped, and an ideal choice for many 
reasons, the airport was unavailable to us due 
to limited general aviation parking, with only 
8 slots on the ramp. The airport managers 
advised us instead to fly into Venice San 
Nicolo (LIPV) on the island of Lido, two miles 
from center of Venice. That, too, would have 
been an ideal choice, if the field were not a 
3500 foot grass strip offering no JetA. We 
settled for the airport of Padova (LIPU), about 
20 miles from Venice.  Padova is well-suited 
and friendly toward general aviation, offering 
a modern terminal, jet fuel and avgas, and 

a 3,600’ paved runway. Going to Venice 
from there could not be easier or more 
convenient, either by train or by local taxi. 

Paper Burden
Our experience over the past five years 
working with EUROCONTROL has given us 
some insights into the difficult European flight 
plan system. After trial and error, we have found 
the best way to file and avoid any surprises. 
First, Europe does not accept flight plans 
filed with direct destinations. You must find 
the accepted route between your departure 
and arrival points. We accomplish this feat by 

creating a flight plan with Jeppesen’s Flightstar 
software, making sure to note that SIDs and 
STARs are included in the flight plan research. 
Flightstar will generate a flight plan with 
waypoint, airways and STAR and SID details.  
That flight plan will then need to be entered 
into the EUROCONTROL website (www.
cfmu.eurocontrol.int/chmi_public/ciahome.
jsp?serv1=ifpuvs). After reading your flight 
plan, EUROCONTROL will report back if the 
flight plan is accepted, or rejected due to an 
error. The drawback with this approach: any 
errors are not identified.  You must play 20 
questions, and proceed with trial and error, 

until the plan is accepted. After CMFU has 
validated your flight plan, you will then need 
to file your flight plan with the appropriate AIS 
of the country from which you are departing.  
Nothing like we are used to in United States.

Getting There
Coming from France, the route took us over the 
Italian border, direct Albanga (ABN), direct to 
Bologna (BOA), after which we turned towards 
Ferara (FER) and then on to the IAF known as 
Selik. While on approach, you will be in contact 
with Venice Tessera until you are in view of the 

cont. page 57 
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Padova
(continued)

runway environment. They will then switch you 
to the Padova tower. As a good rule of thumb, 
choose Venice Tessera as the alternate airport.  
You will be in a radar environment throughout 
the whole process.  Since Padova offers only 
one runway (04/22), the direction will be 
given to you based on the prevailing wind.

Customs
If you are arriving from one of the 27 countries 
of the European Union, no customs will be 
required upon arrival or departure. Padova does 
not have any fuel truck; you will need to taxi to the 
pit to refuel the plane. Fuel, which can be paid 
with cash or credit card (without surcharge), 
is served by friendly staff, who are also is in 
charge of the fire equipment at the airport. 

Transportation
To go from the airport of Padova to the town of 
Venice, I would advise taking a taxi, which will 

cost about 70 Euros.  You will be dropped off 
at one of the main water taxi stations in Venice.  
You are now ready for the ride of a lifetime down 
the canals of one of Europe’s most iconic cities. 

Lodging and Dining
Venice and Lido offer excellent choices in 
hotels, too numerous to name here.  I will, 
however, mention the Danieli Hotel, where we 
stayed this past summer. Located right next to 
St. Mark Square and the Grand Canal, the hotel 
offers a unique view from the rooftop restaurant 
where breakfast, lunch and dinner are served. 
This is Venice at its most romantic.  As with 
hotels, great restaurants are too abundant to 
list here.  But you will want to stop at Harry’s 
Bar for one of their famous Bellinis, made 
from the nectar of white peaches and Italian 
sparkling wine.  Harry’s Bar is right across a 
narrow street from another wonderful hotel, the 
Monaco and Grand Canal, where the café sits 

on the water in front of a main gondola station.   

Returning Home and Beyond
Before leaving your hotel, use their fax or 
computers to get approval for your flight plan. 
The flight plan can then easily be filed at the 
Padova airport by the friendly staff there.  
Prepare to pay a parking fee, which is minimal 
by European standards. On the ground you 
will receive full communication services for taxi 
and clearance.  You will then be switched to the 
Venice frequency for departure.  After they pick 
you up on radar, you will be vectored towards 
your next destination.  You are on your way!

In 2008, Air Journey will be visiting northern 
Europe with stops in Bergen, Tallinn, Vilnius 
and Prague, before moving on to Corsica 
and French Brittany. More details to follow.



WINTER 2007 �� M•MOPA WINTER 2007 �� M•MOPA

M•MOPA Classifieds

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. 
817-579-6445/817-219-6445
E-mail: dhorning@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 MANUALS
Pilot-friendly manuals are now available 
for the new Lowrance 2000c and 600c 
handheld receivers. Our task-oriented 
manuals are simplified directions that 
lead you step-by-step through all the GPS 
operations. Includes descriptions of all 
pages. In addition to the above, our library 
includes: The Garmin GNS 430, GNS 430W, 
GNS 480, GNS 530, GNS 530W, G1000, 
GPSmap 295, 196, 296, 396 and 496, 
Bendix/King’s KLN 89B/94, KLN 90B, and 
KLN 900. IFR models $44.95. Hand helds 
$39.95. Add $6.00 for S & H. Other than U.S. 
and $6.00 more. 

ZD Publishing, Inc.
PO Box 3487
Wichita, KS 67201
888-310-3134.
(In Kansas 316-371-3134) 
www.zdpublishing.com
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Training Update ... 

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

Initial & Recurrent Courses

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

Initial & Refresher Courses

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

Initial & Refresher by Appointment

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

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

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

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

Initial & Recurrent Training

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

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

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

Initial & Recurrent Training

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

Initial & Refresher Training with 
John Mariani at any location

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

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

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

Initial & Refresher by Appointment

MALIBU/MIRAGE SAFETY & TRAINING FOUNDATION

Helpline ...
620-728-8634

Events Calendar ... 

18th Annual Convention
Sept. 24-28th, 2008
Dallas, TX

SAFETY / FLIGHT SESSIONS:
 
February 22-23, 2008
Fredericksburg, TX
Gillespie County Airport (T82)

April 25-26, 2008
Rock Hill, SC
Rock Hill/York County/Bryan Field Airport 
(UZA)
Piper Host/FBO: SkyTech, Inc.

July 11-12, 2008
McMinnville, OR
McMinnville Municipal Airport (MMV)

September 12-13, 2008
Groton, CT
Groton-New London Airport (GON)
Piper Host/FBO: Columbia Aircraft 
Sales, Inc
October 31-November 1, 2008
Olathe, KS
Johnson County Executive Airport (OJC)
Piper Host/FBO: Kansas City Aviation 
Center, Inc. (KCAC)

November 14-15, 2008
Scottsdale, AZ
Glendale Municipal Airport (GEU)

SAFETY SYSTEMS / 
MAINTENANCE  SESSIONS:
 
May 16-17, 2008
Manassas, VA
Manassas Regional Airport / Harry P. Davis 
Field (HEF)
Piper Host: Rising Phoenix Aviation

August 8-9, 2008
Driggs, ID
Driggs-Reed Memorial Airport (DIJ)

October 17-18, 2008
Fredericksburg, TX
Gillespie County Airport (T82)




